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rilt.-liiiig 40 

BosliiiianU  W   icesler  Ka^iroad..... 71 
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California,  timiiiccsut 647, 184 

Curharl's  unproved  tiiriiluble 711,  201 
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Ciuciiu.ati  and  Chicago  Railroad,  622,  606;  313 
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Cincinnati,  Cambridge  and  Chicago  Railroad, 
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"Gov.  Wiiliamsoii,"  Locomutive 142 

H 

Hannibal  and  St.  Jceph  Railroad,  C76,  470,  267 

[265,  40 
Hartford,  Providence  and  Fii^hkill  Railroad,  ISl 

llarlem  Railroad '^'-i 

Hamilton  and  Toronto  Railroad 303 

■  llamm.tl's  Car  Seat 4'i5 

Uack« orth's  Valve p40 

llarrisbiirgh  Road a-* 

Hartford  ai;d  Ne.vUaveii  Kailro..d GTS,  034 

Henderson  and  Nashville  Railroad-''J7,5,)»,  00 

llempJield    Kailroad, ".iSl,  14J 

Highway  to  the  Pacilii; -.5 

Uillsborounh  J{ai  road 2jl 

lolyhead  Harbor,  Eiiginoer.ng  Works  at...7Sl 
Uudson  liiver  Railrouil,  048,  OiO,  o-JO,  322,  264, 

[luT,  PJ4, 1*2 

Huntsville  and  Piqna  Railrwid 2!S0 

ilydiaulic  Canal  at  Niagara  Falls 701,329 


Instalment!!,  PajTncnt  of  compelled 015 

Iiida  ritiUber  Si>rings  in  England ..OiK) 

Inve-stnicnt.^,  Foreign  in  C   s!. 'iTi) 

]in[)cacliineiil  of  Directors 3S8 

Illinois,  State  P.rlicy  of. 4 

Indiana,  General  Railroail  Law  of 45,  I-* 

Indiana  and  Illinois  Central  Railroad,  759,  022, 
[',40,  540,  519,  470,  203,  15C  152,^9 

Illinois  F. nances  of .43 

Indiana  Centn.1  Railroad 7C3,C22,  479.  50 

lUinoisand  Michigan  Canal 763,  6'J,  62 

Indiana  I  >o  lis  ^nd  Bellet'ontaiue  Rai  road,  ClO 

[140 

Illinois,  Great  Western  Railroad  of. 251 

Indiana  Junction  Railroad 313 

lndana|>olis  i.nd  Spririgtiehl  Railroad 343 

Illinois  Canal  Bonds :j48 

Illinois  Railroad  Law 424 

Indiana|poli»,  Rai  ro.Hl-  to 493 

Illinois  Central    Raihoad 684,  007,  548 

InUiana|iolisuiid  Cincinnati  Railroad. 824. 82  \ 

[747,  t)02 

Indiana  Pailroads OCO 

Inside  anil  Oiil>  de  Connectious ,.699 

Inclhie  I  Planes  of  M.rri- Canal 843,  714 

Illinois  aiiil  Wisconsin   Railroad 750 

Iron  .Mountain  Ka  hoad. 778,  56,  45,  8 

Iron  Business  in  Tennessee 120 

Iowa,  General  RailriHid  Law  of 230 

lmi>ortant  Railniiul  Decision ,..,, ,..247 

Iron  Bridge,  New ...779^  402 

Iron,  New  i.rocess  of  making., C42,  447 

Iron  Manufaetui'O  of  Great  Britain 452 

Important  project.,.,  .,,,..„..,, ..  509 

Iron  in  Missouri.... ....... , 5] 

Iron  Ore  on  Lake  Superior 549 

Iron  Mantifacture  in  Detroit, 613,  Oil,  574 

do.  do.         in  Cleveland. 614 

tlo.  do.        ill  Cincinnati 60b 

do,  do.         ill   Chicago 681 

Iron  Rails  via  Quebec 798 

Injimctioiis  against  Railroads.... ...428 

"         against  Contractors 436 

Insnraitce  ou  Goods  to  Carriers 551 

Injnnction,  Illinois  Central  Railroad 6»4 

J 
/anies  River  and  Kanawha  Canal,  779, 777, 297 

Japan,  Model  Locomotive  for ...oil 

Jackson  Branch  Railroad 519 

/effersonville  Railroad 430,  387,  297,  290 

Joliet  and  Terre  Haute  Railroad  Co 297 

Joliet  and  LniHirte  Railroad. ..» ees 

Junctioti  Railroad 5(j 

Jury,  When  a  case  neeti  not  Ik;  kubmitte4..tM9 

X 

Kas!>on9  Locomtive  Express. ...........719 

Kentucky,  Finance«  of 25 

Keuoslia  aad  IScloit  Railroad .......540 


022' 

.703.  726 

King's  Jloiu  tain  Railroad 493 

Kiioxville  and  CharlostiMi  Railroad 541,  455 

Kiio.\ville  and  Danville 510 

Knoxville  Railroad "551 


Kewiebcc  aud  fcowcrset  Railroad.., ,5^8 .  LocomoUyw,  Disinbutioo  of  Weight 


Lake  Erie,  Wabash  and  A'ton  Railroad,  680, 
[585,  579,  574,  558,  5 
Lake  Ontario  and  N<w  York  City  Railroad,  24 
Lawrenceburg  and  I'pi*'"  Mississippi   Rail- 
road  , *-l.  ISj?,  72 

La  ayetle  i.nd  Indiaiiiipol.s  Railroad 121 

Lake  Krie,  Wabash  and  St.  Louis  Railroad,  312 
Lake  Shore  (Chicago  and  Milwauk.e)--330,  300 
Lackawana  and  Blooinsbnrgh  l(ailroiid.^-..611 

Large  Drivers 573,  5:>5 

Lake  Superior  Iron.. *iA,  556 

Lawrcnceburgh  and  IndianaiioliB  Railroad,  002 

[021,  OOtJ 

Lafayette  and  Wabash  Railroad 0.]ii 

Lands  on  Hamilton  and  St  Joseph  Rairoad,  07o 

La  .Mottle's  new  Car 0.79 

Lexiiiylon  and  Dav.o's  Co.   Kailroad 9.'  i 

Li;xiiigioii  and  Fiaiikforl  Railroad 40a,  140  ! 

Le.\iiiglon  and  D..iivdte  Railroad .^...402j 

Lux.ngtoii  anil  1)  g  Sandy  l{ai:road-702,  72",  454 

Legislative  acts  ^ublIlitted  to  People 5o7 

Legal  relations  of  Railroads 529 

Lex.ngiOii  and  .Ma.M-ville  Raiiroi.d GSO 

Leliiuiun  Valli'y  Railroad 727  | 

Little  .M.ni    Railroad 84,  30  i 

Lgiitner's  Patent  Do.\.. 519,201 

Lialulit  ea  of  Teiegiapli  Coiiipan.es J74 

Li>er|)Ool    Dock-,  —  . .. '5  •,  tiio 

Luliility  of Prinei|>als  to  Agents ^^n 

Lia   ilit  es  of  Carr.ers 495,  4ol,  441 

Live  Stock  Liabilities  of  Railroach  for  5.il,305 

Limitation  of  L.al»i!ity  of  Carr.eis 003,  551 

L.ab.iity  of  Condiiciors 5!)o 

Lab  Idle.- of  Railroad  DirecKus 003 

Liabilities  of  Raiiroad  Companies. ..045 

Liability  Ii>r  killing  Cattie 05u 

Liti.e  Uoik  and  JaekNunp.ul  Railro.id 082 

Louisvdio  and  Cov  .ugton  Ua.lro..il,  493,  505,  IM 

1-9 

Lowell  and  Lawrence  ll;iilroad -40 

Louisville  Cotton  Market 71 

Louisville  and  Fraiilifori  Railroail 408,  108 

Louisvilie  and  Lake  Krie  Ua.lroiid 232 

Louisville  and  Na.>livii  e  Uailioad 6O0,  204 

Loui.-aiKi,  Railroads  of 29^ 

Loeouiotive,  Model  for  Japan 311 

Lowe. I,  Siaii^tics  of 300 

L  );ian.-ipori  and  Ciiii^go  Raiiroad 378 

LoUer,  B.   lle^igiial.oii ...bSO 

Lang  inland  Ranroad 407 

Loco.iiolive,  Tiie  Frei;^lit 405 

L  jcoaiotive.  The  be.~t  Coniiectani 703,  40  i 

Licoinotive.-,  Work  by  D.  K    Clark 451,  418 

Locomotives,  Depreciation  of 421 

Locoinouves,  Traction  of 42t 

Locoinoiivi;  tieaiu  Heater 424 

Locomotive   Trucks. 427 

LoeiNnotive  Trials 4^7,  427 

LiHOinotive,  K\plo.>ioii  of 507,  429 

Louisville  and  New|N)rt  Railroad.. ..431 

LoomotiVf;.,  Pute.-s(Mi 57 J,  41:; 

Locomotive  iihups  in  liie  United  Slates.. 494. 

[443 

Locomotives,  Useful   weight  of 774 

'•        Factory  in  Newf  Orleans.. ..779 

"        Phi  adelphia 781 

"        for  Grades bl> 

"        iierforinancj   of  a 813 

"        direct  iiar.idei   connecting  rods 

lor 827 

Locomotive  E',uipnient-i .,,.042,  44;. 

Locomotive-  on  B,)ston  and  Providence  Rail- 
road  .,.,..,,.. ftOS,  458 

Locomotives  on  Now  York  and  Erie  Rail- 
road  .  .... . .  .. . 757,  467 

Long  Train.. 4;.9 

Locomotives  for  Gravelling 47k 

Locomotives  for  the  West 487 

Locomotive,  Modern  Improvemen's  of 490 

Locomotives  by  John  Souther  &  Co.. 494 

Locomotive  Drivers,  Balancing  679,  581,  572, 
15C6,  538,  524,  498,  4.S3 

Lotxiniotive  Factory  in  Pittsburgh.. 518 

Ijix'oniolive  |>ower.  Cost  of 837,  523 

Locomotives,  .Maiiiilaiture  of  07H,  549,  5;i4,  553 
Locomotive.-!  on  Baltimore  and  Ohio  Rail- 

.  roail ....570,538 

Locoiuotivi«  iu  Alabama ..5^2 

Locomotive,  Fuel  and  Water.., ..,   ;555 

Locomotives  iu  Cleveland 5.)8 

Locomotive  Wori>s  in  Boston 571 

Louisville  and  Knoxville  Railruiid 615 

Locomotives,  Outside  conneciion 099,018 

Lo4;omotives  by  Taunton  Co. 020 

Logansport  and  Covington  (la  )  Railroad. .02 

Locoiuotivos  ill  Cities 637 

Locomotives,  Unirorinity  in  —  .... ....642 

Locomotive  by  Boston  Locomotive  Works,  644 

London  ami  Port  Stanley  Railroad 0,)2 

Locomotiviis,  Adaptation  of 658 

Location,  Distiirlraiice  of... 659 

LoconK.tive  Drivers 6.5,  673,  541,  535,  434 

Locomotive  by  Wm.  .Mastm  *,  Co 678 

Loeomo  ive  Works  in  Ohicag.> 731,  6S1 

Locomotive,  Noel (j90 

Louisville  and  Meni|ihis  Railroad 695 

I  Locouhrtive,  Developement  of. 710 

'« 


Luggage,  Definition  of. 615 

Lunatics,  Rights  of  on  Railronds -.798 

Lyons,  Iowa  Central  Railroad 575 

Master  Mechanics  on  Railroads  in  U.  S....774 
Marine  Disasters ... 41 

Maryland,  Finances  of. 217.  4:s 

Mavsville   and  Big   Sandy    Railroad,  OJSO,  679. 

[591,  477,  343.  CS,  45 

Maysville  and  Lexington  Railroad,  301.  227,  45 

Ma  lie  Finances  of. ...59 

.Mar.etia  &, Cincinnati  Railroad,  487,  2S.>,  3t<0,  59 

Macon  and  Western  Railroad ICO 

Mad  River  and  Lake   Eric  Railroad,  715,  t>43, 

[490,  15 . 

Mansfield  and  Samhisky  FUiilroad ...157 

.Madison  and  Indianapolis  Railroad..    ;292,  214 

.Maoacliiisett-,  Kaiancesof 219 

.Marion  and  Mi-ssissiniwa  Vailey  Railroail 23.'; 

.Massachusetts,  Returns  of  Railroads  of 24- 

.M..iiie,  Railways  m 326,  2o7 

Markets  on  Wiieeis 280 

.Miirvland,    Railroails  in — 295 

JIaysvillo  and  Bcuiriu  Railn>ad  (Califonii«>,4t>» 

Machinists'    Tools _ -.475 

.Manufacture  of  Locomotives.  076,  534,  630,  487 

.Marjie  Engine  btiihling - — 635 

Marietta  and  Cinciiuiati  Railroad,  4S7,  6211.  69o 

[.'lOO 

Madison  and  Lake  Eric  Railroad •')''4 

.Mijority,  Rglit  of. ..012 

.M.ii-oii  and  Warrington   Kaiiroad 0_9 

.Maniifartures  of  Machinery  in  the  West, — 631 

.Masiiii,  Wm.&.Co.  Locomotive  Works i7?( 

.^la^^ls^as   Gap  Railroad ..742 

.Massac  and  Sangainon  Railroad ^..750 

Memphis  and  Charleston  Railroad,  719,  ut-lli,  3ll7, 

[295 

.Metropolitan  Railroad -.501,  301 

Meinpliis  aiHl  Little  Rock  Ilaiuoad ...3ljl 

Meiui'his  Coiive  il.oii i.J!-,  420 

Mi-tal  Tiailc.s  of  Locom.mve.- — 452 

.Mc:n;'li;s  and  i  eiiiiessee  Jtail.o...i ...39 

.Meiiiplii-;  aial  Lou.svire  Railroad (Kji.  658 

.Milwuukie  ami   Mississippi  llaili-oail.  ti<-!j.  6-1. 

[504.  ma  t'.!/2,  t. 

Michigan  Central  Railroad,  7S9,(>0(>.  t*5J.  (h|**,  514 

[.■>11,  500,  476,  5,1,  0 

Missouri,  Fiiuinceg  of — 51 

-Michigan,  Finances  of i — 55 

Mis.-is.sij>pi  and  Atlantic  iUiUead 619,56 

.Mississippi  Valley  liaiiroad 314,  57 

.Mississijipi  and  .^jl^.-.oul•i  Raiiroad. -653,  402, 155 

.M.niie;ot.i,    Railroails  ill--. ...184 

Mich  gau   Soiilhern  and    Northern   liidia'<iia 

Railroail 794,750,  474,  300.  201 

Michigan  Soullieni  and  lil.no  s  Central  Riid- 

loacl  Crossiiif . ---. .'..7S0 

.Mllwaiikie,  Conuneiceof  lb52 ...232 

.M.iwaukie  and  La  Crosse  Railroad 419 

.MiMholiuiid's   Locomotives 4;;j 

Missouri   Iro.i 610 

Mineral  Point  Railroad 54)0,533 

Mississippi  Repudiation.- ',.JA^ 

.Vlissii-sippi  and  WaUisli  Railroad ,..6<w 

.Mississippi  Central  Ra.lroad J..O«i.'> 

Mi.ssissippi  and  Ohio  Rivers „.7l6 

Miiwaukie,  Railroad  subscription  ol' 7>'0 

Montour  Iron  ^V'orks .--l<>^ 

-Morris  and  Essex  Railroad - ..3916,119 

.Mobile  and  Ciiaid  Railroad... 541,51s,  2'J6,  215 

.Mobile  and  Ohio  Railroad 812,  4ti5.  360,  357 

Slotive  Power  ot    Boston    and  I'lovideiice 

■Railroad , 458 

Motive  Power  on  the  Bruau  (iauge ...757 

"  '•        '•     ••     Niiriow-    '•     !>0o 

"  "         "     "     New  York  and  New 

Haven  Ranroad S'il 

Mobile  and  New  Orleans  Railroad -i77 

.Voik'ni   Iniproveineiils  of  Locociiotives A'jo 

.Mobile  and  Olno,  Raiii'oad  Connection  ol 54>; 

Montreal  and  Bytown  Railroad.. 670 

Montreal  Scie«  Steamsh  p  Co. 761 

Montgomery  and  Peii.-iac.oa  Kaiiroad 842 

Mone.i  Market,  i-l;ile»f '">57 

.Morns  Canal,  Inclined pla.ies ,.-714 

Muskingum  Valley  Railroad  Co ^--280 

Municipal  suii.scriptious  to  Railroads,  595,  515 

[607,  430,  345 
Myer'B  New  Freight  Car 361 

sr 

Nashville  and  her  Rai  roads ..12 

Nashville   and  Ciiat.auoogu  Railroad,  7aO.  749 

il.,r.,4l,  30 

Natural  rs  iirtitic;al  lonte"  of  Cominerclf 4.; 

Nashville  and  Cincinnati  Railroad :i41 

Nashville  and  Northwestern  Railroad 044 

Nashville  and  Danville  Raiiroad 726 

New   route    between  Cincinnati   and   N«3W- 

York 10 

New  York,  Statistics  of .iO 

New  Orleans,  Inaccessibility  of . a^l 

New  York,  Steainshiiis  of ..J. ..52 

New  Jersey,  Finances  ot . . 5f, 

New  Castle  ami  Kicl:mim<l  Railroad ..56 

New  London  and  Ston:iigton  Railroad 50 

New  London,  Wilmington  and  Palmer  Rail- 
road   ...777 

New  England  Railroad  ConvetitioQ ....&1 

New  York,  Fiiuiuce^s  of. 71 

New  Jersey  Railroails - S7 

New  York  Camiln MI,  98 

New  York  aud  Erie  Knilrouil.  KM,  8-26,  «*,  003, 

1600,  637  ««,  630.  488, 471, 417,  iib.  216.  210, 

(200, 1U3, 178,  161, 145,  122, 121  110 
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New  (irlcanF,  Opcloiisas  and  Grcit  Wcteifi 

Railroad .'512.  Ml,  .'k,s.  491,  i£2 

New  (irleaw,  Nashville  mikI  Great  Wei  tern 

Rai  road.- , 653,  \tt 

New  <lrl<-aiit-  Entcrrprisc \ -■2U 

New  (irloaiu^,  Locomotive  factory  Hi "TTO 

New  '  ork,  i'ratMc  of  CanuU  and  Ruilruads 
off  iiiipared ».—  .-- 2U 

New  .  i-r-<  y,   Railways  m.^ 214 

New  ■'  ork  ami  St.  LtHJjs  75  liours  aiiait 'JA 

New  ^ork  to  Albany  lU  4  \^»\r> 3fU 

New    I'ork  CoHsoh<lale<l  Rjidroi.ds .--D3 

New  Orleans,  Jackson  and  <ireat  Noriln-ru 

Rii  Iroad 8n,0*j,479  441',  4.-.»,  'JCS 

N  >v  .  iTsey,  Central  Raiin^id  iii-.44t>,  4<j7.  i'.-J 
New  t  irleaii-  F  nances  of..--.  —  .........347 

New  '  Vorks.  Notices  of 779 

New  1  ork  anil  N.  Haven  Raiiroiiil,  ^21. 18«-,  i47 
N«.'w  Jork  Central  Railroaf,  735,  673.  iW),  074 
S  1611,364 

lan'pshire,  Statisticglof l^ 

riice-of  uijure<l  I  artles .. AKA 

i.ikaiid  Kr.i-  Ensmt ..46? 

I'lH-e,  Remote  and  Itliii.ed  ate 4t8 

ill-all}  iiiHl  S;ilciu  Ra|iroa«l. 71J*.  4?7 

idiany  and   Alton  Rallnuid ..48'* 

l;.veii  and  New  Li'l  4*11  l;ailn>aii....4M 
lork,  Newliurgh   i  nd  Svrat-Utc  Rail- 

1 4r4 

ork  l.iH-omot.n'  Witrks ....C<* 

Ol  k  and  Albany,  Welt  Sde  Railroail,  .%7 

er-ev  Lix-oiiiiU  vi-  Vjo.ks .......547 

cut   Traiis)M>rIat;oii.j b'lX 

a'ioii!-  aliroad 4 — ^* 

ilbaliy  and  Cine  uiialj  Railr.  ad 590 

enre-  daimigcs  for..  J -.--«>3C 

illiany  j^ikI  ."<.uidii-ky|Cily  Ranroad. -719 

a  iriisj-i'iisii.ii  Itr  dgi-j 7  IT 

a  Falls  Hydraulic  Wlorlc- 7;4,i» 

•ru  Railroad i.... 496,  430,  6 

iniptoii  ami  Wesli;i-ai  Riulroad . 0 

rn  I'eiinsylviiiiia ■. 8* 

Curi4.na  Raitioad j '•9S.  t-o.-,  251 

i;  and  Peter.  Irtiig.i  J|a'<roail 71b  2u6 

Li-baiion  Railroad.. J .......2^0 

k  County   ItMiioid.l ..... '.'.4 

M;ssoun  R.i;;road..J. 4U"2,  297 

ilk  CUistiiijibe J ,i:i 

.'»hoi'e,  (Ciliadii)  Railroad .. .;>MI 

We-terii  Vug-ma  RiJi.oi.il 6*>7,  3>-0 

Roube  to  the-  ParitieJ ..JJi 

Eas  eni  (S.   C  )  Raill|'ad 4.ti 

Caroiini;,  Railroads  |ii 540 

We.-lerii  (ill  )  Ra:lr.|(..il .'47 

ani|».Oiie,  Coii.-^ohit.rftioii  in ...01^$ 

Md  Peleisbiirgh  liieroi.d I>1 

W.stir.i  (i'emia  ,)  R^iilroad 711,  i,hi 

•llns,  •  New   and  0:4 O* 

•rn  l(;d.-,iiin  Riiiln)nit, 7^  1 

Iioconiulivu  Worksi .....7d6 


o,  SitnciK'  and  Iluroii  Union  Ruilroad,  SJ 
I'  and  AieMiiidria  Railroad.. 750,  4.'  1,  'Mi 
III  and  Otiawa  liailriitid,  tviis.  021,  C9U,  'Jiii 

;o,  Northein  and  l^islein  Railroad 121 

.-biii'gii  Uiiiiioad 1 LJ7 

Steam  Nav  gation.-i ..u7tf 

>bii;gii.  Cla>loii  at.d  ttoine  K.  1>,730,  6^ 

,'oiiiiiy  Bonds i ........6 

nd  li'id  ana  Railruad|.5]l,  477,  89,  24,  '/l 

itailro.iii   Bonds 4 ..'Ji 

nd  Miss.ssippi  Ruilni(iil.  olO.  51o,  442,  2U7 
[2HI.  259,  :fl4,  1;j9.  Iii2,  It*,  24 

iidlroails , 4» 

Ueinral  Railroad,  7ul,  663,  615,  690,  4«i, 
r  ]  (iw,  Vi 

id  Pennsylvania  Ra|lroad,  S29,  4::9.  2  S 
I  [104,  liU 

PnbliC  Debt  of. 1 'J».l 

,\grii;uliuial  i:X{iiirii>p(  ui  1^52 2tM 


a  Uailroail,  S05.022.621,  602,  S7S.  90,  7J 


ici-  ;  Kailroad.  844,  83.\  7^.  0'.'5  CJS,  647.  e4«, 
16,  5,  5;«9.  58->,  658,  545  iA\.  46'J.  42-2,  o.,7.  81  , 
■    1  [312,  &• 


>r  build  iig  a  railroad  to  the  Pac  li<',..M 
Mirxhand  Montreal  IL-  '^i ^^ 


Plan 
Plattr  I 
Pl.il« 
Pate 
Pac  fij: 

Pan  1  uiidie  Itii  ir '.  d \ 
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R«lfr»adfe  In  tli«  VAli«a  States  In  1S53. 

With  this  number  we  present  the  annual  review 
of  the  condition  and  progress  of  railroads  in  the 
United  Slates. 

The  past  seasoa  has  been  one  of  extraordinary  i 

prosperity  both  with  our  works  in  operation  and  in 

progress.  The  increased  earnings  of  our  roads  over 

the  past  year  will  average  at  least  15  per  cent  upon 

i  their  mileage,  and  10  per  cent  upon  theircost.  This 

increase  is  due  partly  to  the  abundant  crops  which 

haTe  prevailed  throughout  the  country,  to  the  great 

activity  wliich  has  prevailed  in  every  department 

of  industry,  and  to  the  rapid  extension  of  our  rail 

I  road  system.    Every  additional  mile  opened,  adds 

|directly  lo  the  traffic  of  those  already  completed. 

The  result  of  the  past  year  has  exerted  a  mostfa- 

jvorable  influence  upon  this  kind  of  property.    The 

jmarket  value  ol  which  has  steadily  appreciated.  Ii 

jhas  also  tended  to  secure  an  increased  degree  of 

Uonfidence  in  the  security  of  works  in  progress, 

pWch  has  en»W»<i  them  to  negotiato  their  loans 


with  greater  ease  and  upon  better  terms,  than  at 
any  former  period.- t:.r»,'«nv>v.»  •.,x,,^-y^ 

Our  new  works  have  been  prosecuted  with  ex- 
traoriinary  activity  and  success  The  uniform 
abundance  ot  money  which  has  pr  -■led  through- 
out the  year  has  supplied  to  them  the  means  ofcoti- 
(^Uruction  as  fast  as  wanted.  We  believe  that  there 
is  no  one  of  any  importance  that  has  been  obliged 
to  suspend  or  even  to  curtail  its  operations  (o  any 
considerable  extent  from  want  of  funds.  Those  in 
tf  rested  in  the  several  projects  have  contributed 
liberally,  and  have  generally  found  no  difficulty  in 
providing  a  sufficient  sum  to  form  as  the  basis  of  a 
loan  necessarv  to  complete  their  respective  work?. 

By  the  tabular  statement  annexed,  it  will  be  seen 
that  there  are  13,315  miles  of  railroad  in  operation 
in  the  United  States,  and  12,029  in  progress  against 
21,693  in  operation  and  in  progress  in  1852,  show- 
ing an  increase  of  the  former  of  2500  miles,  and 
the  latter  of  1150  miles,  viz : 

No.  of 
miles  in 
STATES.  operation. 

Maine 395 

New  Hampshire 500 

Vermont 439 

Massachusetts 1140 

Rhode  Island 50 

Connecticut 630 

New  York 2150 

New  Jersey 254 

Pennsylvania 1211 

Delaware 16 

Maryland 531 

Virginia 621 

N.  Carolina 249 

S.Carolina 599 

Georgia ; 857 

Florida 23 

Alabama 236 

Mississippi 95 

Louisiana 63 

Texas 32 

Tennessee 185 

Kentucky 94 

Ohio 1418 

Indiana 755 

Michigan 427 

Illinois ^6 

Missouri 

Wisconsin 56 


No.  of 

m"  a  in 

progress. 

Total 

Ill 

506 

42 

542 

,. 

439 

66 

1206 

32 

82 

198 

82'S 

1004 

3154 

85 

339 

914 

2125 

11 

27 

521 

6ia 

1234 

248 

497 

296 

865 

203 

1070 

23 

6661 

90-Jj 

875 

970 

200 

263 

•  ■  • 

32 

509i 

6941 

659 

753 

1736 

3154 

979 

1734 

. 

427 

1662 

1958 

515 

515 

417 

473 

Total 13.315        12,029       25,343 

Tabular  statemsnt,  showing  the  number  of  mile^ 
of  railroad  in  operation  and  progress,  January  1, 
1869. 


Miles  in 
o^raiiun. 
Maine 
New  Hampshire 

Vermont 

Mass 

Rhode  Island 
Connecticut 
New  York 
New  Jersey 

Penn 

Delaware 

Maryiand 

Virginia 

N.  Carolina 

S.  Carolina 

Georgia 

Alabama, 

Miss 

Louisiana 

Texas 

Tennessee 

Kentucky. 

Ohio 

Michigan 

Indiana 

Illinois 

Missouri 

Wisconsin 

Total lO.l^m   10  8784       21.693 

The  following  tabular  statement  will  stiow  ths 
increase  of  mileage  of  riilroads  from  January 
I,  1848,  to  January  1, 1851,|(with  the  exceptipn  of 
1850)  viz: 

Miles  in   Mile*  in 
operation  Of^ration 
Jan.  1 . '4S.  X»n.  I, '49. 
IJii 


Maine '61 

New  Hampshire 1(  7| 

Vermont 

Massachusetts 7(  4| 

Rhode  Mand (  (| 

Connecticut....  ,. isb 


In  New  England ] 

New  York 

New  Jersey , 

Pennsylvania..;..... .. 

D-laware....   .., 

Maryland ^ 

Virgipia 

N.Carolina... (.;,]...,,. 
S.  Carolina............. 

Georgia 

Florida , 

Alabama..... .  ,.^. .... 

Missis^iippi 

Louisiana 

Kentucky 


Total 

Jan.  1, 

1S5I. 

257 

471 

366 

IMS 

61 

4W 

S647 

14(» 

833 

fl3 

IC 

315 

306 

849 

870 

661 

I  M 

'•s 

77 
•  • 

i 
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53 

118 

86 

226 

294 

596 

264 

357 

Illioois 53 

Indiana 86 

Ohio 3C2 

Michigan , 264 

Total 5565  8856  6397 

It  will  be  seen  that  the  increased  mileage  ofiines 
in  operation  and  progress  during  the  past  year  is 
equal  to  3668  miles. 

In  the  above  table,  only  such  lines  as  are  either 
in  operation,  or  in  actual  progress,  are  intended  to 
be  embraced.  There  is  in  addition  a  large  extent 
of  line  which  will  soon  be  prepared  for  contract. 
The  increase  lor  the  present  year  will  probably 
folly  equal  that  ol  the  past,  while  a  greater  extent 
will  probably  be  completed.  j 

Tabular  statement  showing  the  area,  and  the 
number  of  square  miles  to  each  mile  oi  railroad  in 
the  several  States : 

I  Square 

miles  to 

each  mile 

of  R.  R. 

59.6 

16.6 

23.2 

6.4 

16 

5.6 

14.6 

24.5 

21.6 

78.5 

18.4 

49.6 

90.5 

27.4 

54.7 

2576 

56.2 

48.7 

17(i.4 

7416. 

65.6 

50 

12,7 

131.7 

19.5 

28.3 

138. 

11.4 


A  t*  A  a  Q 

Maine 30,2sb 

N.Hampshire 9,000 

Vermont 10,212 

Massachusetts 7,800 

Rhode  Island 1,306 

Connecticut 4,674 

New  York .'  46,000 

New  Jersey 8,320 

Pennsylvania 46,000 

Delaware 2,120 

Maryland 9,356 

Virginia 01,353 

North  Carol  ina . . . .  45,000 

South  Carolina 21.500 

Georgia 58,000 

Florida 59,268 

Alabama 50,722 

Mississippi 47,156 

Louisiana 46,43! 

Texas 237,321 

Tennessee 45,606 

Kentucky 37,G80 

Ohio 39,%1 

Michigan 56  243 

Indiana 33,809 

Illinois 55,405 

Missouri 67.380 

Wisconsin 53,924 


Miles  of 

railroad. 

506 

542 

439 

1206 

82 

828 

3154 
379 

2125 

27 

521 

1234 
497 
895 

1060 
23 
902| 
970 
263 
32 
694 
723 
753 
427 

1734 

1958 
515 
473 


■  ;■'  ,1  25,343 

Table  showing  the  population  of 

States,  and  the  number  of  inhabitaats 

ooe  mile  of  railroad. 


STATES. 


Miles  oi  Popu- 
railroad  lation. 


Maine 506 

New  Hampshire....    542 

Vermont 439 

Massaebusets 1206 

Rhode  Island. 82 

Connecticut 628 

New  York 3,154 

New  Jersey 339 

Pennsylvania 2125 

Delaware 27 

Maryland 508 

Virginia *..  1234 

North  Carolina 499 

South  Carolina 895 

Georgia 1060 

Florida 23 

Alabama 902^ 

Micsissipi 97U 

Louisiana 263 

Texas 32 

Tennessee 694 J 

Kentucky 753 

Ohio 3154 

Michigan 427 

Indiana 1734 

Illinois 1948 

MUioari 515 

WiscoQsia 473 


^■- 


583,188 
317,964 
3l4,l2o 
994.499 
147,544 
370.791 

3,097,349 
480,553 

2,311,786 
91.535 
583,035 

1,421,661 
868,903 
668,507 
905,999 
CT,40l 
771,671 
600,556 
517,739 
212,592 

1.002,625 
982,40ft 

1,980,408 
397,654 
988,415 
851,470 
682,033 
305,091 


the  several 
in  each  to 

Inhabitants 

to  one  mile 

of  railroad. 

1152 

587 

715 

83 

1799 

447 

982 

1417 

1088 

33902 

11477 

1152 

1748 

747 

855 

3800 

855 

6253 

1968 

6643 

14436 

13047 

628 

9312 

570 

4349 

13245 

6452 


The  two  statenieDts  immediately  preceding  will 
convey  a  pretty  accurate  idea  of  the  probable  ex- 
tent to  which  the  construction  of  railroads  will  be 
eventually  carried  in  the  United  Stales.  The  stale 
having  the  greatest  number  of  miles  in  proportioo 
to  its  area  and  population  is  Connecticut.  This 
state  has  no  large  cities,  and  its  people  are  either  en- 
gaged in  manuiacturiog  or  agriculture.  There  can 
be  no  reason  why  all  portions  of  the  eastern  states, 
possessing  an  equally  dense  population,  should  not 
eventually  have  an  equal  number  of  miles  of  rail- 
road in  proportion. 

Among  the  western  states  Ohio  stands  pre-emi- 
nent, having  cne  mile  ot  railroad  to  a  little  more 
than  twelve  square  miles  of  territory,  and  to  638 
inhabitants.  This  state  will  probably  soon  lead  all 
others  in  the  extent  of  its  railroads,  if  not  in  the 
ratio  they  will  sustain  to  area  and  population. 

There  can  be  no  doubt  that  the  construction  of 
railroads  in  the  South  and  West  will  continue,  till 
all  the  States  within  those  great  divisions  of  the 
country  are  as  well  supplied  as  Ohio.  This  would 
require  tho  construction  of  over  80,0000  miles, 
estimating  the  occupied  area  of  the  country  to  be 
1,000,000.  But  in  Ohio  railroads  have  been  in 
progress  only  a  few  years,  and  the  present  one  will 
add  many  hundred  miles  probably  to  its  present  ag- 
gr«gate.  There  can  be  no  doubt  that  for  many 
years  to  come,  railroads  will  continue  to  be  con- 
structed in  an  equally  rapid  ratio  to  that  they  have 
for  a  few  years  past.  Nearly  every  part  of  the  U. 
States  is  well  adapted  to  their  cheap  and  expediti* 
ous  construction,  and  iu  a  country  like  our  own, 
they  replace  their  cost  in  a  very  few  years,  in  the 
saving  effected  in  the  cost  of  transportation. 

We  have  in  preparation,  a  statement,  showing 
the  cost  of  the  several  routes,  and  the  aggregate 
cost  in  the  aggregate ;  but  wc  prefer  to  delay  its 
publication  until  we  receive  copies  of  the  returns 
that  many  of  our  companies  make  to  their  respec- 
tive legislatures,  at  the  commencement  of  the  year. 
Estimating  the  cost  of  our  roads  in  operation  at 
S30,000  per  mile,  which  probably  slightly  exceeds 
the  fact,  the  total  amount  expended  upon  such, 
would  be  about  $400,000,000 ;  at  the  same  average 
the  roads  in  progress  will  cost  $361,000,000;  the 
whole  $761,000,000.  It  is  probable  that  the  amount 
expended  in  railroads  in  this  country  within  three 
years  from  this  time,  will  exceed  this  sum. 

Should  our  future  operations  be  conducted  by 
the  same  prudence,  and  good  sense  that  have  cha- 
racterized the  past,  we  have  little  reason  to  fear  any 
injurious  consequences  from  the  investment  of  so 
vast  an  amount  of  our  available  capital.  So  long 
as  our  projects  are  constructed  only  in  anticipation 
of  the  wants  of  our  existing  business,  and  are  made 
to  follow  the  natural  channels  and  directions  of 
commerce,  instead  of  being  made  instruments  of 
selfish,  or  unscrupulous  managers,  they  will  prove 
an  inestimable  boon  to  the  community,  as  well  as 
yield  a  lucrative  return  to  their  stockholders. 

The  large  incomes  of  our  roads,  and  their  suc- 
cessful management,  the  fact  that  their  franchises 
are  universally  exempt  from  taxation,  as  are  the 
shares  and  loans,  are  attracting  a  large  amount  of 
money  from  the  capitalists  of  Europe.  The  amo't 
of  call  for  our  securities  from  this  quarter  is  lully 
eqnal  to  the  supply  of  such  as  are  adapted  to  the 
foreign  market.  There  can  be  no  doubt  that  for- 
eign orders  will  increase,  rather  than  diminish. 

The  past  year  has  been  signalized  by  a  number 
of  important  events  in  the  history  of  roads ;  among 
which  have  been  the  completion  of  the  Baltimore 


and  Ohio,  the  opening  of  a  through  line  through 
Pennsylvania,  and  the  union  of  the  roads  of  the  two 
great  divisions  of  the  country  by  the  completion  of 
the  Lake  Shore  roads.  All  the  most  important 
western  cities  have  now  railroad  connections  with 
the  East.  Our  lines  of  road  have  been  pushed  more 
than  1000  miles  directly  into  the  interior,  and  the 
Mississippi  river  is  nearly  reached  at  two  points. 
On  the  whole  we  have  good  reason  to  congratu- 
late ourselves  for  the  extraordinary  prosperity  of 
this  great  interest,  which  is  now  becoming  the  par- 
amount one  in  the  country.  A  little  self  compla- 
cency will  be  pardoned,  when  it  is  seen  that  a  na- 
tion of  only  25,000,000  of  people,  are  building 
more  miles  of  railroad  and  will  soon  have  a  great- 
er extent  of  line  than  all  the  world  besides,  and 
that  we  have  done  what  no  other  nation  has,  made 
them  profitable  investments  by  good  management, 
and  instrumental  in  bettering  the  condition  of  every 
person  in  the  community. 

Tabular  slalemenl  showing  the  number  of  miles  of 
railroad  in  progress  and  in  operation  in  the  Uni- 
ted States,  January,  1853. 

MAINE.  ^^.     ■■  :•'    .■  ■■; 


T>  -  .-    -r"- 


ROADS. 


a  o 
■S  o 


o    .5  8 


Androscoggin  and  Kennebec  ...\ 56 

Atlantic  and  St.  Lawrence 150 

Buckfield  branch 13 

Bangor  and  Piscataquis.. 12 

Kennebec  and  Portland 60 

Bath  branch 9 

Portland,  Saco  and  Portsmouth 51 

Calais  and  Baring 6 

Machias  port 8 

York  and  Cumberland 10 

Androscoggin 20 

Penobscot  and  Kennebec 

Bangor  and  Milford .... 


«>  Z 

"-  o 


•  •*•««••  •• 


Total ........395 

NEW  HAMPSHIRB. 

Boston,  Concord  and  Montreal 7L 

Cocheco 28 

Concord 35 

Concord  and  Claremont 25 

Contocook  Valley 14 

Great  Falls  and  Conway 13 

Manchester  and  Lawrence 96 

New  Hampshire  Central 26 

Northern 83 

Portfmonth  and  Concord 47 

Sullivan 36 

Wilton 15 

Cheshire 64 

Ashuelot 23 

Eastern 16 

White  Mountain , 

X  OUIl.  •«••    *••*    «•••    ••••    ••    ••••'••••    aO^W 

VERMONT. 

Connecticut  and  Passumpsic  River 61 

Rutland  and  Burlington 119 

Vermont  Central 16i 

Rutland  and  Washington IS 

Vermont  Valley 91 

Bennington  branch 6 

Western  Vermont ..; 63 

Total ..t. 439 

MAMACBUSETTS. 

Berkshire 31 

Boston  and  Lowell 98 

Boston  and  Maine 83 

Boston  and  Providence 63 

Sioughton  branch 4 

Boston  and  Worcester 69 

Cape  Cod  branch 98 

Dorchester  and  Milton 3 

Eastern W 

£«sex  (Salem  to  Lawrence) 31 


43 

55 
13 

111 
23 


•s 


30 


-^  ■ 
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Pall  River. 

Fiichburg 

Pitchburg  and  Worcester 

Lowell  and  Lawrence 

Nashua  and  Lowell 

New  Bedford  and  Taunton 

Newburvport 

Norfolk  "County 

Old  Colony  (Boston  toPlymoulh). 

Pctersboro' and  Shirley 

Pittsfield  and  N.  Adams 

Providence  and  Worcester 

Soath  Shore 

Stony  Brook 

Western  (Boston  to  Albany) 

Worcester  and  Nashua 

Vermont  and  Massachusetts 

Housatonic  branch 

South  Reading  branch 

Salem  and  Lowell 

Grand  Junction .«,••••*• ' 

Harvard  branch • . 

Lejington  and  West  Cambridge.  . 

Connecticut  River 

Troy  and  Greenfield 

South  Reading  branch 

Charles  River  branch 

Stockbridge  and  Pittsfield 

Palmer  and  Amherst. 


.  42 

.  67 

.   18 

.   13 

.   15 

33 

,   15 

.  26 

.  45 

.  23 

20 

,   44 

.    11 

.    13 

117 

4ti 

77 

11 

,     !) 

.   17 

.     7 

,     1 

7 

,  bi 


22 
12 


Total . 


.1140 


RUODK  ISLAND. 

Stonington 50 

Providence,  Hartford  and  Fiehkill 


Total . 


::..;.;.r.....:; 50 

CONNECTICUT. 

Hartford  and  New  Haven 62 

Hartford,    Providence   and  Fishkill....   50 

Housatonic 98 

Middletown  branch 10 

Naugatuck 62 

New  Haven  Canal 45 

New  London,  Willimantic  and  Palmer.  66 

New  London  and  New  Haven 50 

New  York  and  New  Haven 76 

Norwich  and  Worcester 66 

Collinsville  branch 11 

Air-line 

Danbury  and  Norwalk 24 

Middleton  branch 10 


42 
12 
12 
66 

32 
32 

90 


102 


Total 630      198 

NEW  TORK. 

Albany  and  Schenectady 17 

Albany  and  West  Stockbridge 38i 

Bufialo  ana  Niagara  Falls 22 

Cayuga  and  Susquehanna 33 

Hudson  and  Berkshire 3I| 

Hudson  River 144 

Lewiston 3 

Long  Island 98 

New  York  and  Erie 464 

New  York  and  Harlem 130 

Northern 118 

Oswego  and  Syracuse 35 

Rensselaer  and  Saratoga 32 

Rochester  and  Syracuse 104 

Straight  line  between  Rochester  and  Syr- 
acuse          80 

Little  Valley  and  Erie 30 

Saratoga  and  Washington 39| 

Saratoga  and  Schenectady 22 

Scheusciady  and  Troy 20^ 

Skaneateles  and  Jordan 5 

Syracuse  and  Utica 53 

Coming  and  Blossburg 14 

Buffalo  and  Rochester 76 

Troy  and  Greenbush 6 

Utica  and  Schenectady 78 

Watertown  and  Rome 97 

Albany  and  Northern 33 

Albany  and  Susquehanna 143 

Buffalo  and  State  line '.  69 

Buffalo  and  New  York  city 92 

Buffalo,  Corning  and  New  York ....!.!  45        87 

Canandaigua  and  Elmira 67 

Plattsburg  and  Montreal 25 

Rochester  and  Niagara  PalU 76 

Rutland  and  Washington 64 


Sackett's  Harbor  and  Ellisburg 

Troy  and  Boston 32 

Canan'laigua  and  NLigara  Falls 

Syracuse  and  Binghainton 

Sodiis  Bay  and  Southern 

Potsdam,  Watertown  and  Saclcel's  Har.    .. 

Lake  Ontario  and  Auburn 

Gencce  Valley 

Buffalo  and  Glean 

Lebanon  Springs 

Total 2,150i 

NEW  Jersey. 

Belvidere  and  Delaware .-.    15 

Burlington  and  Mount  Holly 6 

Camden  and  Aiuboy 64 

Morris  and  Essex 35 

New  Jersey 31 

New  Jersey  Central 64 

Trentoa  branch 6 

Union 33 


J7 
8 
94 
76 
35 
75 
73 
85 
75 
53 

1004 
40 


45 


Total . 


'254 

PKNNSYLVANIA. 

Alleghany  Portage 36 

Beaver  Meadow 36 

Carbondale  and  Hunesdale 24 

Columbia  and  Philadelphia 82 

Westchester  branch 9 

Corning  and  Blossburg 25 

Cumberland  Valley 52 

Hazleton  and  Lehigh 10 

Little  Schuylkill 20 

Extension  to  Tamenend 

Mine  Hill 30 

Mount  Carbon 7 

Pennsylvania 221 

Philadelphia,  Reading  and  Pottsville . . .  92 
Philadelphia  and  Norristown 17 

Germantown  branch 6 

Philadelphia  and  Trenton 30 

Philadelphia,  Wilmington  and  Bait 98 

Schuylkill  Valley 25 

Summit  Hill  and  Mauch  Chunk 25 

Whitehaven  and  Wilkesbarre, 20 

Williamsport  and  Elmira 21 

Franklin 22 

Dauphin  and  Susquehanna 16 

Strasburg 7 

Lykens  Valley 16 

Nesquehoning 5 

Room  Run 5 

Chester  Valley 22 

Lehigh,  Delaware,  Schuylkill  and  Susq.  .. 

Pine  Grove 5 

Beaver  Meadow 12 

York  and  Cumberlau  25 

Sunbury  and  Erie 

Lackawanna  and  Western 50 

Catawissa 

Delaware  and  Susquehanna . . 

Philadelphia  and  Westchester 

Pennsylvania  Coal  company 47 

Hemptield 

Alleghany  Valley 

Columbia  branch 19 

Hanover  branch 13 

York  and  Wrifihtsville 13 

Lancaster  and  Harrisburg 37 

Susquehanna  

Pittsburg  and  Stcubenville 

Franklin  Canal 26 

Northeast 19 

Total 1,815 

DELAWARE. 

New  Castle  and  Frenchtown 16 

Wilmington  branch 

Total 16 

MARYLAND. 

Annapolis  and  Elkridge 21 

Baltimore  and  Ohio 379 

Washington  branch 38 

Frederick  branch 3 

Baltimore  and  Susquehanna 57 

Westminster  branch 10 

Hanover 13 

Total 521 


85 


36 


55 


40 


240 

90 
53 
25 

78 


50 
42 


915 

ii 
11 


VI^OINIA. 

Richmond  and  Danville 


«5 
S22 
15 
60 


Uichmund  and  Pctersbu  g 
Clover  Hill... 
South  Side  . . . 
Manasses  Gap 

Petersburg  and  Roanok^ pO 

Seaboard  and  Roanoke . 

Appomattox 

Winchester  and  Potoma): 32 

Virginia  Central,  inducing  Blue  Ridge.104 

Virginia  and  Tennesseet 50 

Orange  and  Alexandria  | 40 

Richmond,  Fredericksburg  and  Potomac  76 

Greenville  and  Roanoke^ 21 

Northwestern 

Total 


Toul 


Gaston  and  Raleigh 
Wilmington  and  Weldoh 
North  Carolina  Central 
Weldon  and  Cleveland 


SOUTH    QAROLINA. 

South  Carolina 

Greenville  and  Columbia 


..241 
..163 

Charlotte  and  South  Carolina 110 


King's  Mountain. 

Laurens . 

Spartanburg  and  Union. 

Wilmington  and  Manchester, 

Charleston  and  North  Eaistprn , 


9& 
16 


Total. 


GKOI  OU. 


Central 

Georgia 

Macon  and  Western. 
Western  and  Atlantic 

Southwestern  ,» 

Rome  branch. L 

Muscogee 

Atlanta  and  West  Point  . 

Milledgeville... 

Eaton  and  Milledgeville.  4> 

Wilkes  county. 

Athens  branch.. 

Waynesboro'... 


Total 

PLORtDA. 

St.  Marks  and  Tallahasse^ 23 

alabaIiIa. 
Montgomery  and  Wt&i  Point 88 


.191 
ITS 
.101 
.140 
.  50 
,  20 
,  51 
59 
.  17 


.  39 

.  31 

.857 


Mobile  and  Obio 
Alabama  and  Tennessee . 

Alabama  Central 

Memphis  and  Charle&ton 
Girard 


33 

40 


75 


Total 

Missisa^ppi. 

Raymond 

St.  Francis  and  WoodvilM. 
Vicksburg  and  Brandon. 

Mobile  and  Ohio 

Mississippi  Central 

Canton  and  Jackson.... 


New  Orleans,  Jackson  and  Northern. . 


7 
28 
60 


LOCIBIAKa. 

Carrolton L 6 

Clinton  and  Port  Hudson .L 24 

Lake  Pontcharirain [ 6 

Mexican  Gulf L 97 

♦New  Orleans,  Jackson  an!  Northern . .  . . 
New  Orleans  and  Opeloosai 


75 


60 

75 


75 

155 

50 


190 

610 


223 
95 

248 


16 
60 

117 
103 


.599      296 


59 

21 
35 


18 
50 

803 


30 
160 
119 
90tt 


.236      666 


9» 

MO 

IS 

400 


Total ....: 95      878 


Total 

*  See  Mississippi. 

TEXAS  , 

Buffalo  Bay,  Brazos  and  Co 

TENNESa^E, 

Nashville  and  Chattanooga 
East  Tennessee  and  Georgia 


63     900 


orado. 


.119 
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^ 


Ft-nnessee  and  Virginia. 


East 

Winchester  and  Humsville 
Mobile  and  Ohio.  ... 
Nashville  Southern.. 
McMinnville  branch 


130 

4t. 

119i 

10<) 
30 


Total >85    509J 

KENTUCKY. 

Frankfort  and  Lexington 29 

Louisville  and  Pranklort 65 

Maysville  and  Lexington 

Covington  and  Lexington 

Lexington  and  Danville 

Louisville  and  Nashville 

Mobile  and  Ohio 

Louisville  and  Nashville 

Shelbyville  branch 

Henderson  and  Nashville 


Total 94 

MI880UBI. 

Pacific 

Hannibal  and  St.  Joseph 


Total. 


67 

94 

30 

I8U 

3y 

95 

18 
130 

059 

315 
200 

515 


OHIO. 

CleTclandand  Cnlumhus 135 

Columbus  and  Lake  Erie 60 

Dayton  and  Springfield  branch 24 

Findlay  branch 16 

Liitle  Miami ^ 

Mad  River 134 

Sandusky  and  Mansfield 56 

X^nia  and  Columbus 54 

B-'llc'untsiine  and  Indiana 50 

Cincinnati  and  Marietta 

Erie  and  Kalamazoo 33 

Springfield  and  London 

Cleveland  auJ  Pittsburg 100 

Cleveland  N.  and  Toledo 87 

Cleveland  P.  and  Ashtabula 'ri 

Columbus  U.  and  Piqua 

Cinciniiaii  W.  and  Zanesville 

Cincinnati  U  and  Dayton 60 

Dayion  and  WeMern 42 

Greenville  and  Miami 33 

Hnmilton  and  Eiton 4:2 

Hillaboro' and  Cincinnati 37 

Iron 12 

Junc'ion 

Ohio  and  Indiana 

Ohioand  Mississippi 

Ohio  and  P'^nnsylvania 185 

Onio Central 59 

Scioto  and  Hacking  Valley 30 

Steuben ville  and  Indiana 

Springfield,  Mi.  Vernon  ani  Pi-.lsbarg..    .. 

Dayton  and  Michigan 

Hudson  and  Akron  branch 13 

Cioeinnaii  and  Dayton 

CarruUon  branch 

Tuscarawas  branch 

Wheeling  and  Wellsville 


68 
2ti5 

19 


102 
160 


116 
12 

no 

131 
20 

8-2 

90 

150 

iio 

140 
50 
52 
2(1 
20 
38 


Indiana  Northern 135 

Ohioand  Mississippi 170 

Lafayette  and  Indianapolis 62 

Wabash  Valley 200 

Total 7551  979 

ILI^INOIS. 

Illinois  Central ..  699 

Galena  and  Chicago 92  36 

Rock  Island  and  Chicago 50  131 

Central  Military  Tract 125 

Peoria  and  Oquawka 85 

Ohio  and  Mississippi 145 

Northern  Cross 54 

Sangamon  and  Morgan 54 

Chicago  and  Misaisiiippi 72 

Aurora  branch 13  60 

St.  Charles  branch 7 

O'Fallon.s  Coal-road 8 

Belleville  and  St.  L'.uis 20 

Terre  Haute  and  Alton 171 

Mi.'^issippi  and  Atlantic 145 

St.  Louis  and  ChicHgo 85 

Alton  and  Mount  Carmel 17 

Total 296  1771 

WISCONSIN. 

Milwaukee  and  Mississippi 50  140 

Fond  du  Lac  and  Rock  River  Valley 240 

Total 50  390 


The 


A  Bailroad  to  the  Paolfle. 

gigantic  piuject   ol  a  railroad  across  our 


Total 1418    1736 


V  '..;  MICHIGAN. 

Central 238 

Soathern 133 

PoDiiac 25 

Tccumseh  branch 8 

Erie  and  Kalamazoo 33 


'Jet-' 


Toul. 


.427 


INDIANA. 

N.  Albany  and  Salem  with  branch  ronnd 

L.Michigan '40 

Jeffersonville 66 

Madison  and  Indianapolis 86 

Shelbyville  branch 16 

Rushville  branch *0 

Knightstown  branch •' 

Lawrenceburg and  Indianapolis... 

Indiana  Central, 

Newcastle  and  Richmond 

Indianapolis  and  Bellelontaine 83 

Peru  and  Indianapolis 22| 

Terre  Haute  and  Indianapolis 72 

£?aasTille  and  Illinois 86 


175 
40 


9<H 

73 

108 

50 

74 


territory  to  the  Pacitic,  has  been  iniroducea  into  the 
Uni'ed  States  Senate  by  Mr.  Gwin.  According  to 
this  plan,  the  roa4  is  to  have  at  its  eastern  end,  *>n 
the  Mississippi  river,  two  lines  connecting  it  with 
the  Atlantic  through  the  north  and  south  respec- 
tively, and  two  ai  its  western  end,  connecting  it 
with  the  Pacific  through  Oregon  and  California. 
The  contractors  for  its  ronsiruciion  receive  in  pay- 
ment alternate  sections  ot  public  lands  forty  miles 
ttirough  the  States,  and  eighty  miles  wide  through 
the  intervening  territories.  At  the  end  ot  thirty 
years  it  is  to  be  surrendered  to  the  United  States. 
The  mail,  troops,  and  other  transportations  oi  the 
Government  shall  always  be  free  upon  it.  The  fol- 
lowing syllabus  will  turnish  a  general  idea  of  the 
main  leatures  ot  the  bill,  and  of  the  policy  contem- 
plated : 

Section  1.  Authorises  the  President  to  contract 
for  the  construction  of  a  railroad  Iroin  a  point  on 
Red  River,  near  the  south  West  corner  of  Arkansas, 
with  a  branch  to  the  Gulf  coast,  tnrough  Texas. 
16  a  point  on  the  eastern  boundary  of  California  ; 
and  Irom  the  western  boundary  of  Missouri  and 
Iowa,  to  meet  this  road  at  the  eastern  boundary  ot 
California;  thence  to  run  to  some  suitable  port  in 
Oregon. 

2.  Appropriates  the  right  of  way,  200  feet  wide, 
throughout  its  entire  lengtii,  for  the  use  of  the  road ; 
and  a  quantity  of  land,  equal  to  the  alternate  sec- 
tions, tur  lorty  miles  Oh  each  side  of  said  road  and 
branches. 

3  To  connect  the  eastern  end  ot  said  road  with 
the  Atlantic,  provi.-ion  is  made  for  two  lines  east- 
ward Irom  the  Red  River-  one  through  Louisiana, 
and  the  other  through  Arkansas,  and  two  others  are 
through  Iowa,  and  the  other  through  Missouri  ;  and 
alternate  sections  of  land  lor  twenty  miles  on  each 
side  of  each  line,  are  granted  to  each  of  tbose  States 

respectively  ;  and  lor  the  purpose  of  extending  the  |, he  following  remarks  in  reference 
road  westward,  iroin  the  eastern  boundary  ot  Call- 1  p  ,.      „ 
fornia  to  the  Pacific,  a  like  quanitiy  of  land  isi    ^^^^^ 

granted  to  the  Slate  t>fCaliiornia.  "The  above  road  which  new  comes  before  the 

4.  If  any  of  the  lands  herein  granted  shall  hare'puWic  under  such  favorable  auspices,  has  bad  pe- 

been  disposed  of  by  the  United  States  Government,  culiar  lavors  granted  it  by  the  state;  and  to  aid  its 

the  deficiency  is  to  be  made  ud  by  selections  irom  'nt'^rests,  citizens  of  Illinois,  equally  meritorious  in 


portation,  the  United  Stales  government  shall  have 
preference  over  all  others.  Congress  reserves 
power  to  ret,'ulate  charges  lor  freight  and  passen- 
gers, the  former  never  to  fall  l>elow  cost,  nor  the 
latter  below  the  average  rate  per  mile  on  first  class 
roads  in  the  United  Slates. 

6-  The  Secretary  of  War  shall  cause  the  road 
to  be  located  immediately,  and  advertise  six  months 
in  each  State  lor  the  constiuction  of  the  road 
through  the  territories  of  the  United  States;  and  at 
the  end  that  time  h«  shall  select  the  proposal  which 
shall  (I)  insure  ihe  completion  of  the  road  within 
the  shortest  time;  (2)  insure  them  to  be  kept  in 
good  repair,  and  surrendered  to  the  United  States 
within  the  shortest  time,  not  to  exceed  thiity  years, 

7.  The  contractors  shall  be  a  body  corpoiateaud 
politic  during  the  period  of  their  coatracis,  and  tor 
five  years  alter. 

8.  As  soon  as  100  miles  shall  bare  been  com- 
pleted and  put  in  operation,  the  President  shall 
issue  pateiits  for  four  fifths  of  the  land  set  apait 
along  the  line  of  the  road  so  compleiad  ;  and  so  on 
until  the  whole  road  shall  be  finished,  when  all  the 
lands  granted  shall  be  conveyed. 

9.  It  shall  be  stipulated  in  the  contracts  that  a 
certain  number  of  miles  of  the  road  shall  t>e  com- 
pleted in  each  year,  so  arranged  that  the  whole 
shall  he  compiled  within  teu    jears. 

10.  The  load  shall  remain  the  property  of  the 
contractors  during  the  period  specified  in  their  con- 
tracts. 

11.  The  privileges  ol  free  transit  and  transporta- 
tion shall  be  secured  to  the  United  Slates  during 
the  whole  period  of  the  contracts. 

12.  If  the  Slates  named  (ail  to  accept  the  terms 
within  the  lime  specified,  ihe  Secretary  of  War  may 
awaid  contracts  for  the  construction  of  the  road  to 
the  contractor  having  charge  of  the  line  of  which 
such  roads  and  branches  are  extensions. 

13.  Upon  the  expiration  ol  the  time  during  which 
the  road  and  branches  is  to  remain  ihe  property  of 
the  contractors,  so  much  of  them  as  may  lie  within 
any  State  may  be  surrendered  to  that  State  on  the 
same  terms  as  are  prescribed  to  the  Slates  specified 
in  the  act. 

14.  The  road  shall  be  well  constructed,  with  all 
the  modern  improvements,  with  six  foot  gauge  and 
iron  rail,  weighing  not  less  than  64  pounds  to  the 
yard. 

15.  Commissioners  shall  be  appointed  by  the 
President  and  Senate  to  protect  the  public  interest 
in  regard  to  (he  road. 

In  a  memorial  to  Congress  on  the  necessity,  im- 
portance and  practicability  of  a  railioad  from  the 
Mississippi  to  the  Pacific  Ocean,  the  question  of  its 
profit  is  considered— Filty  thousand  persons  go  an- 
nually to  California,  anl  it  costs  each  S3U0  to  get 
theie,  making  a  sum  of  $15  000,000.  Supposing 
that  the  railroad  can  carry  them  tor  $200,  this  tra- 
vel will  yield  $10,000,000.  The  road  will  be 
2000  miles  long,  and  it  is  estimated  will  cost 
£50,0U0  per  mile,  or  an  aggregate  ol  $100  000,000, 
so  ihai  50,000  passengers  would  yield  an  interest  of 
10  per  cent  on  travel  alone.  It  is  further  assumed 
thai  at  least  $5,000,000  will  annually  be  derived 
from  freight,  and  that  it  will  cost,  to  keep  the  road 
in  repair,  $5  000  000,  which  would  still  leave  10 
per  cent,  for  the  Government,  or  (he  stockholders, 
or  the  contractors,  whoever  should  build  it. 

Stale  Pollcjr  of  Illinois. 

The  Chicago  Press,  in  a  commendatory  notice  of 
the  Terre  Haute  and  Alton  railroad,  concludes  with 

to  the  "State 


the  nearest  unimproved  public  lands. 


every  respect,   and   possessing  »qual  rights  with 


5.  The  States  of  Louisiana,  Arkansas,  Texas,  I  those  specially  favored,  have  been  for  a  long  time 
Missouri  and  Iowa,  are  required  to  commence  the  ^''^b*"*''!  lfi«  privilege  of  building  a  road.  There 
construction  of  the  roads  within  their  respective  can  be  no  further  reason  lor  the  exercise  of  such 
States,  within  one  year  from  the  first  session  ofthe  H>cy  '^  the  future.  This  road  has  all  the  start 
next  Legislature  alter  the  passage  of  this  act,  and  'hat  its  Iriends  could  wish.  It  is  time  therefore  that 
to  complete  them  within  five  years  ,  and  the  State  »hey  cease  hostility  towards  the  Terre  Haute  and 
of  California  is  to  complete  hers  within  ten  years.  IHinoistown  road,  and  suffer  their  neighbors  to  be- 
The  United  States  mails,  troops,  goods,  munitions  S»n  i's  construction.  We  trust  that  the  last  fight 
and  official  persons  are  to  be  carried  on  this  road  between  them,  in  our  legislature  has  been  fought, 
for  ever  free  of  expeose ;  aod  io.  ail  cases  of  traps- 1  if  "  policy'  has  been  deemed  a  sofllcienl  ci^u»€  fof 
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overriding  the  rights  of  a  portion  of  our  citizens  for 
the  last  ten  years,  we  think  the  time  has  nowcutnc 
when  justice  should  be  regarded  as  paramount. 

DUastcra  on  tHe  Lake*  In  1899. 

Capt.G.  W.  Rounds,  agent  of  .he  Nonh-West- 
ern  Insurance  Company,  furnishes  the  Buffalo  Ex 
press  with  a  list  of  disasters  on  the  Great  Lalces 
during  the  year  1852. 

We  copy  the  totals,  the  recapitulation,  and  Mr. 
Rounds's  closing  remarks  : 

Total  loss  of  property  for  1852 $992,631) 

Total  loss  of  life 296 

KECAPITtJLATION. 

Whole  amount  ot  loss  by  collisions 0261950 

Whole  amount  of  loss  by  other  casualties,  730,709 
The  amonnl  of  loss  by  steam  vessels  has 

been 633,620 

The  amount  of  loss   by  sail  vessels  has 

been 359  039 

The  amount  ot  loss  by  Ame'  ican,  has  been  907,4m7 
The  amount  of  loss  by  British,  has  been  ..  85  172 
Amount  of  loss  on  Lake  Ontario  by  steam  49  350 
Amount  of  loss  on  Lake  Ontario  by  sail..  29,58I> 
Amount  of  loss  on  Lake  Erie  by  st^am...    543,470 

Amount  of  loss  on  L^tke  Ei  i<*  by  sail 197  830 

Amount  of  loss  on  Like  Huron  by  steam.  16,000 
Amount  of  loss  on  L^ke  Huron  by  sail...  53,600 
Amount  ot    loss  oa   Lake  Michigan   by 

steam 800 

Amount  of  toss  on  Ltke  Michigan  by  sail  7i^,020 
Amount  of  loss  on  Lake  Superior  by  steam     24,000 

Of  the  two  hundred  and  twenty-nine  disasteis, 
here  detailed,  seven  occurred  in  the  month  ot  April, 
nineteen  in  May,  tw<-nty-four  in  June,  fifteen  in 
July,  sixteen  in  August,  twenty-one  in  S-ptember, 
twenty-seven  in  October,  eighty-five  in  November, 
(53  in  on>^  gale  ot  the  1 1th  and  12th,)  and  filter  n 
in  December.  Six  steamers,  seven  propellors  and 
thiriy-five  sail  vessels  have  gone  out  of  existence 
entirely.  In  many  instances  the  amount  of  losses 
as  above  siaiec  have  been  matters  of  estimate,  as 
many  must  necessarily  be ;  but  much  pains  and 
care  have  been  taken  to  procure,  in  each  case,  the 
opinion  of  competent  men  who  were  most  familiar 
with  '.he  circumstances.  R'-garding  the  loss  o? 
life  by  the  steamer  Atlantic,  theieare  various  opin- 
ions; her  agents  and  proprietors  contending  it  did 
not  exceed  one  hundred  and  fi'ty,  while  many  who 
we»"e  somewhat  familiar  with  the  circuinstaucts 
set  it  as  high  as  three  hundred,  and  some  even 
higher.  The  former  I  deem  somewhat  under  the 
mark,  and  the  latter  much  above.  The  agents  can 
no  doubt  tell  quite  correctly  how  many  went  on 
board  of  her,  but  no  one  can  tell  bow  many  were 
carried  ashore  from  her  by  the  propeller. 

Northern  R«llr*ad  Conipany> 

On  Saturday  last,  the  toUowing  persons  were 
elected  directors  of  this  company  :—B.  W.  Smith, 
Isaai-  Gilmor,  C.  J.  Orion,  f.  C.  Morrison,  M.  P. 
P.,  Hugh  Scobie,  James  Mitchell,  Duncan  Mac- 
donald,  G.  H.  Cheney,  E.  C.  Hancock,  Angus 
Morrison  and  W.  A.  Baldwin.  Some  ot  the'stock- 
holders  c<mplained  that  ro  report  from  the  directors 
was  laid  before  them  ;  but  the  Vice-President  an- 
swered questions  that  were  put.  In  reply  to  Mr. 
Wbiitemore,  the  Vice-President  stated  that  the  a- 
mountto  be  paid  for  the  road  was  je6  250  a  mile; 
"  that  the  contractors  had  already  received  about 
Xl40,000  in  stock,  ot  which  they  had  sold  iSO.OOO 
in  the  City  of  Toronto.  That  they  had  received  in 
Company's  Bonds  XSO.OOO  ;  in  County  Simcoe 
Bonds  X50,000.  That  they  had  not  as  yet  received 
any  of  the  Government  guarantee,  altogether  they 
were  entitled  to  receive  about  x90,000;  that  55 
miles  were  graded  and  bridged;  limber  was  pre 
pared  for  65  miles;  32  miles  of  track  were  laid; 
iron  had  been  got  out  for  54  miles,  and  chains  and 
spikes  for  47  miles;  and  there  was  a  sufficient 
quantity  of  Iron  at  duebec  lor  20  miles  more.  It 
was  also  stated  that  it  was  expected  that  the  line 
would  be  open  to  Lake  Huron  by  the  Isi  of  August 
next,  the  time  specified  by  the  contract;  and  that 
the  cars  would  be  running  to  Bradford  by  the  first 
of  May  next ;  and  to  Mitchell's  corners  in  Febru 
ary;  that  the  Commissioners  had  insisted  on  the 
Company  having  many  more  locomotives  and  cars 
than  the  Board  would  otherwise  have  thought  it  ne- 
cessary to  procure.  A  contract  for  200  cars  had 
been  made  with  Messrs.  McLean  &  Wright,  ol 


Montreal,  who  hive  established  a  Workshop  here, 
and  are  under  contract  to  turn  out  the  cars  at  the 
rate  of  one  per  day  after  the  first  of  .May  next.  B- 
sides  these,  the  contractors  themselve«*  were  makint; 
cars.  Mr.  Good,  of  this  city,  had  contracted  tor  a 
part  of  the  Iiicomotives,  ami  otner^  had  been  order- 
ed from  the  United  States." — Lrader. 


I<«ke  Erie,  W«baah  and  Alton  Rallrtfad. 

The  project  ol  a  railwny  connection  ot  Toledo, 
on  Lake  Erie,  directly  with  the  Mississippi  river, 
at  ttiis  point,  is  at  the  present  time  excitin:;  consid- 
erable interest  along  the  whole  extent  of  the  pro- 
pos.  d  line.  In  many  respects,  the  advantage  which 
It  offers,  both  with  respect  to  tr?vel  and  traffic,  are 
eq"al,  if  nut  superior  to  any  o'her  road  looking  to- 
wards the  Mississippi  river,  and  there  is  no  doubt, 
tnat  immediately  upon  its  construction,  it  will  be 
oije  of  the  best  paving  roads  in  the  S'ate. 

A  survey  of  the  route  from  Lake  E'ie  has  been 
completed  to  a  p<jinton  the  ludiana  State  line,  be- 
tween Danville  and  Williamsport,  and  is,  we  un- 
derstand, in  the  highest  degree  lavorable,  The  en- 
gineers in  charge  not  being  authorized  to  proceed 
turiher,  stopped  there  ;  but  since,  as  we  learn  Irom 
the  Danville  Citiz-n.they  haveexieno'-d  the  line  as 
tar  West  as  that  place.  As  bo  act  of  incorporation 
lias  yet  been  granted  to  this  company,  through  Illi- 
nois, It  is  not  determined  wbich  direction  the  road 
shall  take,  but  a  straight  line  will  cause  it  to  in- 
tersect the  Terre  Haute  and  Alton  road  in  the 
neighborhood  of  Shelby ville;  and  we  have  no 
douot  that  such  will  be  tr.eliae  of  its  direction. 

The  citiz.-ns  ol  Daiiville,  and  the  country  intrr- 
mediate,  ar.  taking  active  steps  to  secure  a  chartei 
lor  this  project  at  the  approaching  session  of  our 
Legislature,  and  there  is  every  prospect  that  they 
will  be  successful.  Once  incorporated,  we  have 
tL  very  reason  to  believe  that  the  rt)ad  will  be  speedi- 
ly constructed. — Alton  TeLegrapk. 

A  Highwajr  to  the  PaciflCt 

Whit  the  Mediteiranean  Sea  was  in  the  early 
ages  ot  the  world,  the  Pacifi.:  Ocean  promises  to 
become  in  future.  On  every  side  ot  that  vast  ocean, 
new  empires  are  rising.  They  are  lising,  too,  with 
a  celerity  that  defies  history  and  aimo^l  supercedes 
speculation.  Filty  years  ago  the  Pacific  wa«  the 
ocean  of  pastoial  romance — the  watery  girdle  of  a 
thousand  islands  of  the  blest.  The  great  coutineLt 
which  looked  down  into  these  mighty  and  trauquil 
waters  were  either  barren  wilds  or  ancient  and 
mysterious  empires.  Enterprise  there  was  none, 
signs  of  lite  there  were  few.  But  now  1  Sydney 
and  San  Francisco  stretch  their  hands  across  the 
ocean.  Two  Aiigo  Saxon  empires  already  sway 
the  shores  and  islands  of  the  Pacific,  while  tbeit 
fleets  fill  its  ports  with  the  commodities  of  nations, 
and  carry  thence  to  the  older  latitudes  of  the  north 
the  golden  produce  ol  the  tropics.  China  and  Japan, 
sealed  for  centuries  a^aiukt  the  inroads  ot  com- 
merce and  civilization,  are  about  to  be  lorced  open 
by  the  course  of  events.  But  that  which  adds  most 
singularly  to  the  importance  ot  the  Pacific  Ocean, 
is  the  fact  that  on  all  sides  it  seems  to  be  enclosed 
between  the  most  prolific  gold  fields  of  the  eaiih. — 
The  destiny  in  store  for  this  mighty  sea  and  its 
glittering  coasts  is  a  subject  for  poetic  specuialion — 
Out  the  great  material  want  of  the  old  world  every 
day  growing  more  imperative,  is  a  ready  access  by 
way  of  the  Isthmus  of  Panama  to  this  highway  ot 
the  region  of  gold  and  colonization.  Thus,  every 
item  ot  iQtelligence  from  the  Isthmus  has  for  Euro- 
Deans  a  profound  interest ;  and  already  there  are 
schemes  abroad  for  seizing  by  force  the  narrow 
strip  or  land  which  divides  the  two  oceans  in  the 
centre  of  America,  and  holding  it  in  the  name  of 
nations  by  a  joint  occupation  of  the  great  Powers. 

Meantime,  certain  well  known  parties  aie  push- 
ing on  tl  e  scheme  for  a  ship  canal !  and  the  last 
number  of  the  Panama  Star  contains  the  particu- 
lars of  a  concession,  lor  twenty-nine  years,  made 
to  them  by  the  Government  of  New  Grenada.  The 
date  ot  this  new  privilege,  given  at  Bogota,  is  the 
1st  ot  June,  1852,  and  the  canal  is  to  be  completed 
within  ten  years,  and  a  prorogation  of  four  years 
longer,  if  required,  should  one-ihird  of  the  work  be 
then  finished.  The  company  receive  with  the  grant 
100,000  fanegadasot  land  to  be  selected  by  them  in 
any  part  ol  itie  Republic.  Ttie  harbors  on  both  the 
Pacific  and  Atlantic  are  te  remain  free  and  neutral. 


The  New  drenftdian  ^vernmentis  to  receive  tbwe 
pfr  cent  of  the  profits  for  eight  years,  and  five  per 
.-rut  for  fly  remaining  nin«'teen  vf*r*.  Th-  com- 
pany are  to  nialfe  a  deposit  ofjG^I  000  as  a  goaran- 
'ee,  within  twelve  n  anih"!  from  the  date  of  iHe 
srant.  Th*-  parties  eceivlnt  this  grant  are  Dr. 
Elward  Cullen  Sir  Claries  Pox.  John  Henoerson 
and  Thomas  Brassev[  Before  these  parties  can 
proceed  with  their  pl^ns.  however,  the  consent  ot 
the  Panama  railway  tympany  must  be  obtained: 
;»nd  from  the  rival  chiracier  of  that  Hesi?n  this  is 
not  unlikely  to  prove  Ihe  most  difficult  pail  of  the 
acgo\.\i\\oa.— London  Atkevamm.  ...- 

— ».-    —    -■      ■  ■ 

Baltimore  a^d  Ohio  Ralfr«ad> 

Mr.  Swann.  the  ablf  president  of  the  Baltimore 
and  Onio  railroad  con^par»v,  made  a  verv  iot*"re<«t- 
ins  exposition  of  the  affHirsot  that  comp«ny  af  tbc 
meetine  of  the  board  oti  Ssiiunlay  last  On  thesub- 
ject  of  the  coal  trade  h|s  remarks  will  m'-et  the  ap- 
orohation  of  all  who  a^  interested  in  the  Cumbtt- 
land  corI  region.  I 

After  repeating  his  former  declarations  fi»  regard  to 
the  policy  ol  fostering  ihe  Maryland  coal  trade,  Mr, 
Swann  said  the  time  had  come  when  it  was  necea- 
ary  that  the  company  phnuld  lay  another  track  to 
accomm'xlate  that  business.  Application*,  he  said, 
were  daily  pourine  injupon  him  for  facilities  of 
that  kind,  and  he  bellcived  '.hat  not  far  short  of  1,- 

000  000  tons  of  coal  co^ld  be  transported  over  the 
foad  during  the  present  year,  if  the  situation  ofthe 
company  was  such  as  in  justify  it.  The  list  of  ap- 
plications alreadv  on  fife  showed  a  demin*!  lor  409 
hopper  cars  aud  127  eojrdol;is  dailv,  from  the  min- 
ing companies  in  AH'-^hanV  county.  The  rec  ipts 
of  the  company  were  npw  S35  000  per  month  from 
coal.  The  Comherlarid  Coal  and  Iron  company 
were  investing  SIOOOO0  in  barges  and  propellers  to 
ply  rejularlv  between  Baltimore  and  New  York. 
The  Parker  Vein  comphny  w<*re  building  10 steam- 
ers for  the  same  purpo^  There  was  in  faclnrery 
indication  of  a  larg**  anp  prosperous  coal  trade,  and 

1  he  company  were  boudd  to  make  arrangements  to 
meet  it.  ] 

The  total  outby  toaiicommodate  a  trade  of  600,- 
000  tons,  inclusive  of  thiat  already  done,  was  stated 
at  about  SI  .5''0  000,  thai  is  to  say  for  second  track, 
f-ars  and  marbinery,  )in  addi'ion  to  the  present 
stock.  Mr.  Swann  rec(|mmend'  d  that  this  am  Hint 
should  be  raised  bv  thp  issue  of  the  *■  nds  of  the 
company,  as  also  S'.odoOOO  for  cars  a  1  machin- 
ery previously  ordered  |i)r  the  general  trade.  Mr. 
Swann  also  added  that  the  s^oni  track  was  to  be 
laid  as  well  west  as  ean  of  Cumberland. 

The    board    immediately    complied    with   Mr. 
Swann's  recommendations,  and  authorized  the  Fi- 
nance committee  to  isshe  bonds  to  the  amount  of 
$2,500,000  for  the  porooses  proposed. 
i 

Cleveland  and  Mahoi^ng  Railroad. — At  a  meet- 
ing of  the  stockholders  lield  in  Warren,  on  the  15th 
ult.,  Jacob  Perkins  was  ire-elected  president  of  the 
company,  and  Henry  [Wick,  Dudley  Baldwin, 
Charles  L.  Rhodes,  Da^id  Todd,  Charles  Smith, 
Frederick  Kinsman,  and  Jacob  Perkins,  directors. 
The  Warren  correspdodent  of  the  Democrat 
writes:  ]  I     . 

"The  company  exp^t  to  pat  the  road  under 
contract  within  60  dayk.  So  that  the  Cleveland 
and  Mahoning  railroad  has  come  to  be  a  '  fixed 
fact."  I  untierstand  thai  the  road  is  nearly  located 
between  your  city  and 


The  Welland  Canal 
for  the  season  arc  give 

1852 

1851 


tiis  place." 

I  IB  closed,  and 
UKS  follows: — 


Increase , 


the  receipts 

.S242.000 
.   204000 


S3S000 

Thus  as  the  revenues  it  the  Erie  Canal  diminish, 
those  of  the   Welland  increase.      It  is  true  that 
the  figures  appear  dimin  itive  wjien  compared  with 
those  of   the  Erie  Cana  ,  but   they  are  none  the 
less  admonitory.      With  an  enlarged  canal  here, 
we  could  bid  defiance  lo  all  foreign  ctmpeiition' 
But  wittiout  such  enlargement,  there  are  severa 
channels  which  will  pro  re  successful  competitor' 
for  a  very  considerable  (ortion  ol  the  tradei*. 
Yf est.— Evening  Journal. 


Tw*r  V 
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AMKRIGAN     RAILltOAD    JOURNAL. 


"W^iaconaln.  I     Fall  River  Railway.— A  meeting  ot  the  dirccluisl     The  Great  We»tern  railroad,  (Canada  WeM,)  is 

Mdwaukee  and  Mississippi  Railroad— The  road  ot  this  Company  was  held  December  Ifi,  1652,  and  |  in  a  progressive  state,  and,  with  the  New  Albany 
is  progressiDe  rapidly,  and  the  business  on  the  fin-  the  following  account  was  given  of  the  financial        '  "  ' 
IS  jjruisic39iu{(  lapiu  j,  conditiou  of  the  Company,  on  the  30th  November : 


ishing  portion  of  it,  shows  a  very  faverable  state 
of  traffic.  The  annexed  statement  exhibiu  the  gross 
receipU  io  each  of  the  past  seven  months,  from 
April  1  to  October  31,  1852 : 

April $2,826  18    August §5,618  22 

May 3,780  58    September....     y,306  25 

Jane 5,163  36    October 15,072  12 

July 4,419  76  

•'Total $46,195  36 

Expense  from  Jan.  1  to  Oct.  1  including 

construction  trains $24,320  76 

Add  for  Oct.  not  reported,  in- 
cluding damages  from  ac- 
cident, say 5,500  00 


Total $29,824  76 

Being  for  ten  months— aver- 
age      2,992  47 

7  months— from  April  1  to 
November  1 ,  at $2,982  47  is  20,877  47 


Bills  receivable  and  cash  on 
hand t55,589  69 

Wood,  coal,  iron  and  other 

materials 35,615  62 

$91,405  31 

Total  liabilities  of  the  Company 4.225  21 


Balance  in  favor  of  the  Company $87,180  10 

Surplus  of  former  years 29,590  62 


Net  earnings  of  past  year  unappropri- 
ated  $57,589  48 

Add  for  dividend  paid  in  July,  1852 42,000  00 


and  Salem  road,  from  Michigan  city  to  the  Ohio 
river,  and  with  the  various  lines  from  Chicago  to 
the  Mississippi,  now  rapidly  drawing  to  a  comple- 
tion, (although  the  receipts  from  the  present  winter's 
business,  after  the  close  of  navigation,  may  be 
small,)  the  prospects  of  the  company,  for  the  lulure, 
were  never  so  encouraging  than  at  the  present 
time. 


Total  net  earnings  ol  jcar  ending  Nov. 
.SO,  1852 $99,589  48 

A  semi- annual  dividend  ol  ibur  per  cent  was  de- 
clared, payable  on  Monday, January  3, 1853.  After 
the  payment  of  the  same,  there  will  remain  on  hand 
a  surglus  to  new  account  of  $45,180  10. 


Net  earnings $25,318  47 

It  appears  that  the  bonds  of  the  Milwaukee  and 
Mississippi  railroad  company,  cannot  be  used  for 
banking  purposes  until  the  company  shows  net 
earnings  sufficient  to  pay  the  interest  on  the  bonds 
for  the  year  preceding  the  time  of  offering  them.— 
The  bonds  are  for  $600,000  at  eight  per  cent.— 
Thus  $48,000  must  be  secured  for  one  year.  The 
net  earnings  for  the  seven  months  ending  31st  of 
October  were  $25,318  07.  Estimating  the  earnings 
of  the  next  three  months  at  only  $36,000,  which 
less  the  averajje  expenses,  would  yield  $27,052  59, 
making  the  net  proceeds  $52,360  66  for  the  ten 
months  ending  31st  January  next,  by  which  time 
the  bonds  can  be  used  for  banking  purposes. 


Financial  Statement  of  the  Mlchlgnn 
Central    R.alIroa«I> 

Dec.  1,  1852.  Dr. 

To  capital  stock $4,000,000  00 

To  Bond  account,  viz  : 

6  per  cent,  sterling  bonds,  not  conver- 
tible  $399,946  22 

7  per  cent,  bonds,  not  con- 
vertible      92,000  00 

8  per  cent,  bonds,  not  con- 
vertible  1,1G4;450  00 

8  per  cent,  bonds,  conver- 
tible  2,411,000  00 

$4,067,396  22 

To  bills  payable  and  receivable— bal- 
ance of  this  account 223,061  30 

To  income  account,  balance  of  this 
account 323.735  54 


Slasaacliuaetts. 

NmihampUm  and  Westfield  R.  /?.— The  North- 
ampton and  Westfield  railroad  Corporation  has 
been  organized,  by  the  choice  of  the  following 
board  of  directors  :— Samuel  Williston  and  A.  L. 


ToUl $8,614,193  06 

Dec.  1,  1852.  Cr. 

By  construction,  purchase  of  road.  ..$2,000,000  CO 
"  "  No.  2  expenditures 

since  purchase 6,077,147  44 

Strong,  Easthampton;  Wm.  Clark,  David  Damon,  By  cash  in  hand  of  J.  W.  Brooks,  su- 

Charles  Smith,  and  A.  H.  BuUen,  Northampton ;       perintendent  and  cnarineer 150,458  18 

Joel  Hayden,  Williamsburg;   N.  Lyman  Strong,  By  cash  in  hands  of  U.  Tracy  Howe, 

local  treasurer 


Southampton;  and  H.  B.  Smith,  Westfield.  The 
directors  subsequently  chose  Samuel  Williston 
President,  and  Charles  Smith,  Clerk  and  Treasurer. 
The  stockholders  authorized  the  directors  to  ar. 
range  with  the  directors  of  the  Hampden  railroad 
company,  for  a  union  of  the  two  corporations 
■wherever  they  shall  deem  it  expedient. 

South  Shore  Railway  Company. — The  annual 
meeting  of  the  stockholders  of  this  company  was 
held  last  week  in  Boston  at  the  Old  Colony  Depot, 
Kneeland,  street,  and  was  called  to  order  by  the 
President,  A.  C.  Hersey. 

The  Treasurer,  Gilman  Davis,  read  a  report, 
from  which  it  appears  that  the  present  state  ol  the 
finances  is  as  follows  : — Assets,  (in  bonds,  shares, 
notes  and  cash,)  $17,074 ;  Debts,  (in  notes,  coupons, 
and  sums  of  dividends  due,)  $12,345.  There  are 
some  land  damages  not  estimated,  for  which  there 
is  an  offset. 

The  total  cost  of  the  road  has  been  $430,148  63. 
Of  this  there  have  been  charges  as  follows  :— For 
graduation  and  masonry  $124,757  ;  landdamages, 
$92,110;  iron,  $65,679;  construction,  $33,121; 
depot  buildings,  $29,540;  miscellaneous,  $15,824; 
superstructure,  $15,964;  bridgin?,  $13,448;  engi- 
neering, $13,364;  ifencing,  $5030;  signs,  $1314. 
Of  this  $128,000  is  due  on  bonds  of  1860;  $10,7b6 
on  notes  payable,  $6,500  on  bonds  of  1855,  &.c.  &c. 

The  following  gentlemen  were  elected  a  board  ol 
directors :— A.  C.  Hersey,  J.  W.  Loud,  L.  Souther, 
J.  L,oud,  Jr.,  E.  L.  White,  J.  C.  Doane,  W.  Sohier. 
R.  C.  Hooper. 

At  a  meeting  of  the  board  of  directors  held  sub- 
seqoently,  A.  C.  Hersey  was  re-chosen  President, 
J.  W.  Loud,  clerk,  and  Gilman  Davis,  treasurer. 


139,690  21 
By  New  Albany  and  Salem  railroad 
company 223,010  00 


Total $8,614,193  06 

RECEIPTS  OF  ROAD. 

1852.  Jficome  Az-count. 

Jane  1,  to  balance  of  account  per  report         Dr. 

this  day $2,158  89 

June  30  to  receipts 94,001  92 


July  31  to 
Aug.  31  to 
Sert,  30  to 
Oct.  31  to 
Nov.  30  to 


84,926  10 

86,433  35 

109,068  39 

156.305  84 

161,003  83 


Kentneky. 

Big  Sandy  Railroad. — Mr.  Wesibrook,  the  en- 
gineer of  this  road,  has  made  a  reconnoisaace  of 
the  route  between  Lexington  and  Big  Sandy,  and 
says  that  there  will  be  no  difficulty  in  finding  a 
practicable,  direct,  cheap  route  on  which  to  locate 
the  road.  He  says  he  has  never  seen  a  mountain 
country  so  favorably  situated  for  railroad  purposes, 
a«  that  through  which  a  portion  of  this  road  will 
pass.  One  or  two  short  tunnels  will  have  to  be 
made,  and  one  of  these  will  be  cut  through  a  coal 
bank  having  a  stratum  of  coal  of  about  six  feet  in 
thickness.  There  are  also  other  coal  banks  which 
will  be  cut  by  the  road,  and  in  addition  to  tbi«,  it 
will  pass  imtnediately  through  the  iron  and  timber 
region.  Mr.  Westbrook  is  of  opinion  that  there  is 
no  road  in  the  country  that  will  pay  better  than 
this,  when  It  shall  be  completed,  and  certainly  there 
is  no  road  of  equal  importance  to  Lexington. — 
Covington  Journal. 

Ohio  County  Bonds*     .  '   "' 

Below  we  give  a  report  of  the  decision  of  the 
Supreme  Court  of  Ohio,  in  reference  to  the  legality 
of  the  subscription  made  by  the  county  of  Craw- 
ford to  the  Ohio  and  Indiana  railroad  company. 
The  case  has  excited  much  interest  in  Ohio,  and 
the  decision  is  importantfrom  the  influence  it  may 
have  upon  similar  subscriptions.  The  facts  of  the 
case  are  sufficiently  set  forth  in  the  report.  It  will 
be  seen  that  the  verdict  is  altogether  in  favor  of  the 
company.        ;     .,    ;.  ;|.  ,     .  '       ;■      , 

The  complainants,  eleven  in  number,  on  No- 
vember 9,  1850,  filed  their  bill  in  the  Court  of  Com- 
mon Pleas  of  Crawford  county,  showing,  ainong 
other  things,  that  they  are  citizens  and  resident  tax- 
payers of  said  county,  owning,  respectively,  seve- 
ral tracts  of  real  estate  situate  in  said  county,  and 
several  amounts  of  personalty  therein,  subject  to 
axation.  That,  at  the  Octolier  election,  1848,  a- 
tmajorily  of  the  citizens  of  said  county,  oa  a  propo 
sition  submitted  to  them  for  that  purpose,  by  their 
votes,  authorized  the  Commissioners  of  said  coun- 
ty to  subscribe  the  sum  of  $100,000  to  the  capital 
stock  of  the  Ohio  and  Pennsylvania  railroad  com- 
pany, but  that  no  subscription  had  been  made  under 
such  authority.  That  said  county  commissioners 
have  subscribed  $100,000  to  the  capital  stock  of  the 
Ohio  and  Indiana  railroad  company,  and  have  is- 
sued  bonds  for  the  payment  of  $10,000  of  said  sub- 
scription, and  delivered  them  to  said  railroad  com- 
pany, payable  in  fifteen  years,  with  interest,  at  the 
rate  of  six  per  centum  per  annum.  That  the  di- 
rectors of  said  company  are  about  to  negotiate  said 
bonds,  to  raise  money  to  build  the  road,  and  that 
said  commissioners  were  to  meet  on  the  23d  of  No- 
vember, 1850,  for  the  purpose  of  issuing  bonds  to 
secure  the  payment  of  the  balance  ot  the  stock  so 
subscribed.  That  said  subscription  was  an  uncon- 
stitutional and  otherwise  invalid  act. 

The  bill  prays  the  allowance  of  an  injunction  to 
restrain  the  issuing  of  any  mors  bonds  upon  said 


Total $693,907  82 

1852.  

Dec.  1,  to  balance  of  this  account $323,735  54 

1851.  Contra.  Cr.       ^ ^ 

June  30,  by  operating  expenses $43,083  04  j  subscription ,  and  the  uegoUaiion  and  sale  of  those 

July  31,  '■  ''  '' 34,518  34  already  issued,  and  the  levying  and  collection  ot 

Aug.  31,"  "  " 49,978  01 1  any  tax  for  the  payment  of  principal  or  interest  on 

Sept.  30,  "  "  '• 30,793  02 1  account  of  said  bonds.    A  provL^'ional  injunction. 


Oct.  31, 
Nov.  30, 


" 40,174  33 

"  " 52,142  25 

By  interest  and  miscellaneous.  129,48.^  30 
By  balance 323,735  54 


Total $603  907  82 

It  will  be  seen  that  the  bond  account  is  increased 
beyond  its  limit  of  Four  Millions  of  Dollars ;  this, 
however,  is  a  merely  temporary  increase  :  the  bonds 
due  and  payable  the  1st  proximo,  together  with 
those  which  will  be  converted  on  that  day  will  re- 
duce the  issue  to  something  below  Four  Millions. 


as  prayed,  was  allowed  by  the  President  Judge  of 
said  court. 

The  answer  of  the  railroad  company,  protesting 
that  said  bill  's  multifarious,  and  its  matter  not  a 
subject  of  equity  jurisdiction,  admits  the  subscrip- 
tion of  stock  and  the  issuing  of  bonds,  as  charged, 
and  claims  that  said  subscription  was  authorized 
and  required  by  the  act  of  the  General  Assembly 
of  Ohio,  passed  March  23,  1850,  entitled  "  an  act 
to  authorize  the  commissioners  of  Crawford  coun- 
ty to  subscribe  stock  in  railroad  companies." 

After  a  series  of  intermediate  proceedings,  which 
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it  »  not  necewary  here  to  notice,  at  the  March 
term  of  said  Court  of  Common  Pleaj,  1852,  a  de- 
cree was  rendered  disaolring  said  injunction  and 
dismiMingthe  bill;  from  which  decree  an  appeal 
to  this  court  has  been  perfected,  and  it  is  now  sub- 
mitted for  our  consideration. 

It  i«  objected  to  the  exercise  of  chancery  juris- 
diction in  this  case, 

First— Tbtt  the  bill  is  multifarious;  and  the 
case  of  Armstrong  v.  the  Treasurer  of  Athens  coun- 
ty, 10  Ohio  R.  235,  is  cited  in  support  ot  this  posi- 
tion. While  we  respect  the  decisions  of  that  court, 
and  feel  bound  to  adopt  them  as  our  rule  of  decis- 
ion, until  they  are  ovprruled,  yet  it  may  be  remark- 
ed that  this  point  was  net  made  in  the  pleadings 
nor  urged  by  counsel  in  that  case,  and  the  rule  there 
laid  down  is  in  direct  conflict  with  all  the  other 
authorities  upon  the  subject,  and  with  the  well  es- 
tablished practice  of  our  own  courts  in  analogous 
cases.  It  is  a  most  common  and  familiar  practice 
for  seyeral  creditors,  haring  entirely  separate  and 
distinct  claims,  of  whatever  rariety  of  character 
and  amount  those  claims  may  be,  to  join  in  on; 
proceeding  to  reach  the  effects  of  their  common 
debtor;  and  we  think  it  would  be  difficult  to  sug- 
gest any  good  reason,  founded  in  principle  or  sound 
policy,  why  the  holders  of  realty  in  Athens  county, 
derived  from  a  common  source,  and  claimed  to  be 
subject  to  a  common  exemption  from  taxation,  as 
one  of  the  incidents  of  title  by  which  each  tract  is 
held,  should  not  be  permitted  to  join  in  one  proceed- 
ing to  test  that  single  question,  but  should  be  driven 
to  a  multiplicity  of  aciions  to  accomplish  that  one 
purpose.  Considering  the  rule,  however,  to  be  set- 
tled by  that  case,  we  think  the  present  case  is 
clearly  distinguishable  from  that,  m  this :  that  in 
the  Athens  county  case  the  tax  had  been  levied,  and 
the  bill  sought  merely  to  enjoin  its  collection  from 
either  of  the  complainants;  and  although  the  court 
might  say  in  such  a  case,  that  each  party  could  have 
his  remedy  in  trespass  or  otherwise  for  the  collec- 
tion from  him  of  an  illesal  tax,  that  neither  of  the 
parties  had  any  interest  in  the  question  of  the  col- 
lection of  the  tax  from  the  other;  yet  the  levying  a 
tax  upon  a  county  affects  the  whole  county  alike  ; 
it  is  a  question  of  common  interest  and  concern,  af- 
fecting alike  all  the  subjects  of  taxation  in  the 
country,  although  the  holders  of  them  may  not  have 
a  joint  or  exactly  equal  interest  therein.  If  the 
doctrine  contended  for  by  defendant's  counsel  be 
true,  then  it  would  be  incompetent  for  all  the  in- 
habitants of  a  county  to  unite  in  one  proceeding  to 
restrain  their  own  commissioners  from  levying  an 
illegal  or  unjust  tax  upon  them.  We  are  satisfied 
to  say  that  all  of  the  citizens  of  a  town  or  county, 
upon  whom  a  tax  is  about  to  be  levied,  have  a  com- 
mon interest  to  avoid  the  tax,  and  any  one  or  more 
of  them  may  sue,  in  chancery,  on  behalf  of  himself 
or  themselves,  and  the  other  inhabitants  of  such 
town  or  county.  The  bill  is  not  liable  to  the  ob- 
jection of  multifariousness.* 

But  it  is  also  contended  by  defendants. 

Second — That  the  bill  does  not  present  a  case  for 
equity  jurisdiction.  We  consider,  however,  that 
the  jurisdiction  of  a  Court  ot  Chancery  to  interfere, 
by  injunction,  when  public  officers  are  proceeding 
illegally  or  improperly,  under  a  claim  of  right,  to 
do  any  act  to  the  injury  of  the  righu  of  others,  is 
established  by  numerous  well  adjudged  cases.f 

And  this  brings  us  to  the  consideration  of  the 
question,  whether  this  subscription  of  stock  by  the 
commissioners  of  Crawford  county  has  been  made 
in  pursuance  of  law,  or  whether  it  is  an  assumption 


*  Story's  Equity  Pleadings,  sec.  112,  113,  114, 
and  121 ;  Miltord's  Pleadings,  408;  Cooper  *.  Al- 
den,  Coming  v.  Lawrence,  6  Johnson's  Chancery 
R. ;  Fellows  v.  Fellows,  4  Cowen's  R.  682 ;  Attor- 
ney General  v.  Heclis,  2  Simmons  and  Stewart. 

'*  Mohawk  and  Hudson  River  railroad  v.  Archer, 
6  Paige,  88;  Oakley  t).  Trustees  of  Williamsburg, 
1  Paige,  264 ;  Gardner  v.  Trustees  of  Newbtirg,  2 
Johnson's  Chancery  R.  162 ;  Belknap  v.  Belknap, 
1  Johnson's  Chancery  R.  463 ;  Cooper  et  al  v.  Aid- 
en  ;  Bonaparte  v.  Camden  and  Amboy  railroad 
company,  Baldwin's  Circuit  Court  R.  205 ;  Corn- 
ing y.  Lawrence,  6  Johnson's  Chancery  R.  440 ; 
Livingston  v.  Livingston,  1  Johnson's  Chancery 
R.  497J  Shand  V.  Aberdeen  Canal  company,  2  Dow, 
619;  Bradley  r.  Comas,  3  Humphrey  R.  428. 


of  authority  on  their  part,  the  exercise  of  which  it 
is  our  duty  to  restrain. 

On  the  26th  of  February,  1846,  the  legislature 
passed  an  "  act  to  authorize  the  commissioners  ot 
Knox  and  other  counties  to  take  stock  in  a  railroad." 
By  the  terms  of  this  act  the  county  of  Crawford, 
among  others,  was  authorized  to  become  a  subscrib- 
er to  an  amount  not  exceeding  S100,000,  to  the  ca- 
pital stock  of  any  company  ttieretofore,  or  which 
might  thereafter  be  incorporated,  to  construct  any 
railroad  which,  of  itself,  or  in  conjunction  with 
other  companies,  might  open  a  direct  communica- 
tion through  the  county,  and  to  or  near  its  county- 
seat.  But  before  the  commissioners  could  sub 
scribe  the  stock,  the  question  of  subscription  was 
to  be  referred  to  the  qualified  voters  of  the  county 
at  the  annual  spring  or  fall  election,  and  receive 
the  consentof  a  majority  thereto.  Local  Laws,  vol. 
xliv.,  page  192. 

On  the  24th  Feb.,  1848,  the  '  act  to  incorporate 
the  Ohio  and  Pennsylvania  railroad  company"  was 
passed,  with  power  to  construct  a  railroad  from  the 
town  of  Mansfield,  in  Richland  county.  eas>twardly. 
by  the  way  of  the  towns  of  Wooster,  Massillon  and 
Canton,  to  some  point  in  the  eastern  boundary  line 
of  Ohio,  within  the  county  of  Columbiana,  thence 
to  the  city  of  Pittsburg;  and  from  said  town  of 
Mansfield,  westwardly,  by  the  way  of  Bucyrus,  in 
Crawford  county,  until  it  intersects  the  west  line  of 
the  State  of  Ohio,  at  such  point  as  may  be  deter- 
mined by  saia  company  to  be  most  eligible.  The 
general  railroad  law  of  1848  is  made  a  part  of  this 
charter.     Local  Laws,  vol.  xlvi.,  page  262. 

On  the  20th  of  March,  1850,  "  the  act  to  incorpo- 
rate the  Ohio  and  Indiana  railroad  company"  was 
passed,  with  capital  stock  to  the  amount  of  S2,000,- 
000,  and  authority  to  construct  a  railroaa,  com- 
mencing at  a  suitable  point  to  be  selected  by  said 
company  on  the  Cleveland,  Columbus  and  Cincin- 
nati railroad,  near'Sultzer's  tavern,  in  the  county 
of  Richland  ;  thence  to  Bucyrus,  in  the  county  of 
Crawford  ;  thence  to  Upper  Sandusky,  in  the  coun- 
ty of  Wyandot;  and  thence,  on  such  route  as  the  di- 
rectors of  said  company,  or  a  majority  of  them,  may 
select,  to  the  western  line  of  the  State  of  Ohio,  and 
thence  to  Fort  Wayne,  in  the  State  of  Indiana. 

The  fourth  section  of  this  act  provides  "  that  the 
county  commissioners  of  any  county  through  which 
said  railroad  may  be  located,  by  ai-d  with  the  con- 


election,  for  or  against  ia  subscription  as  aforesaid, 
shall  be  in  favor  of  thelsame,  such  authorized  sub- 
scription may  be  made;  but  not  otherwise.' 

The  "  act  regulating  |-ailroad  companies."  above 
referred  to,  (General  Laws,  vol.  xlvi.,  page  40,) 
prescribes  the  manner  of  orgaiuzing,  and  becoming 
ready  to  transact  busiueibs. 

Five  of  the  corporators  named  are  authorized  to 
open  books  for  subscrip  ions  to  the  capital  stock  of 
the  company,  by  giving  notice,  and  as  soon  as  $50,- 
000,  or  ten  per  cent,  on  the  capital  stock  is  sub- 
scribed, they  may  give  notice  lor  a  meeting  of  the 
stockholders  to  choose  directors,  a  majority  of 
whom,  after  being  cho»!n,  form  a  quorum  for  do- 
ing business,  to  make  by-laws,  etc.  They  may 
elect  a  President,  Secretary  and  Treasurer,  and 
after  taking  an  oath  to  faithfully  discharge  their 
duties,  they  become  an  organized  company,  and 
may  proceed  to  survey,  locate  and  construct  such 
road  as  their  charter  auttiorizes  to  be  made. 

The  question  whethe  •  the  power  conferred  by 
these  several  acts  might  be  exercised  consistently 
with  the  provisions  of  th ;  late  constitution  of  Ohio, 
is  considered  as  settled  by  the  Clinton  county  case, 
decided  at  the  recent  term  of  the  Supreme  Court, 
and  is  not  now  urged  by  counsel.  But  it  is  claim- 
ed that  the  act  of  Februa -y  28, 1846,  at>ove  referred 
to,  is  in  no  sense  repealep  by  the  act  of  March  23, 
1650,  but  that  the  powers  conferred  by  that  last- 
named  act  must  be  executed  in  conformity  with 
the  provisions  of  the  act  pt  February  '^,  1846;  that 
both  statutes  must  be  tal^en  together,  and  consider- 
ed as  inpari  vialeria,  anc^  that  no  subscription  could 

i  March  23,  1850,  unless 

t  authorized  by  a  vote  of 

to  the  provisions  of  said 

This  proposition  has 

t  great  length,  and  with 
fter  giving  to  it  ibatcon- 

poriance  of  the  question 


I  .■ 


be  made  under  the  act 
such  subscription  was  fi 
the  people  had  accordin 
act  of  'February  28,  18 
been  argued  by  counsel 
consummate  ability,  and 
sideration  which   the  i 


and  of  the  interests  involved  require,  so  far  as  our 
opportunities  have  allowed,  we  have  brought  our 
minds  to  the  conclusion  hat  the  act  ot  March  23, 
1850,  does  not  necessari  y  repeal,  and  has  no  ne- 
cessary connection  with  he  act  of  February,  1846; 
the  object  and  effect  of  wkich  is  merely  to  prescrit)e 
the  terms  and  restrictiops  upon  which  suiscquenl 
delegations  of  authorily  tamake  county  subscriptionn 
to  railroad  and  other  cooipanies  should  be  cxercis- 


sent  of  a  majority  of  the  legal  voters  cf  such  coun-jed.    The  act  of  March  23,  1846,  does  not  profess 

ty be,  and  they  are  hereby  authorized  and  rt-^^o  confer  an  original poxc^r  or  autfiorUy  to  make  a 

quired  to  subscribe,  in  the  name  and  for  the  benefit  p"bscription  ;  ii  simply  recognizes  an  existing  au- 
of  such  county,  to  the  capital  stock  of  said  compa-' ^Aon/y  in  the  coaimissiori^rsuf  Crawford  county,  to 
ny,  any  sum  not  exceeding  $100,000,"  etc.  Local  inaake  a  subscription  of  ajlOO.OOO  to  the  Ohio  and 
Laws,  vol.  xlvii.,  page  297.  This  charter  is  also  I  Pennsylvania  railroad,  aid  authorizes  its  change 
subjected  to  the  restrictions  of  the  general  railroad  to  *  subscription  of  stocHin  the  Ohio  and  Indiana 
actofFeb.  11.  1848.    Curwen's  Statutes,  chap  817.  railroad  company.     It  mjust  be  conceded,  that  ia 


On  the  23d  of  March,  1850,  "an  act  to  authorize 
the  commissioners  of  Crawford  county  to  subscribe 
stock  in  railroad  companies"  was  passed  and  took 
effect.  The  first  section  directs  "that  the  com- 
missioners of  Crawford  county  be,  and  they  are 
hereby  authorized  and  required  to  change  the  sub- 
scription heretofore  authorized  by  a  vote  of  the  peo- 
ple of  the  county  to  be  made  to  the  Ohio  and  Penn- 
sylvania railroad,  and  to  subscribe  to  the  capital 
stock  of  any  company  or  companies  which  are  now 
or  may  hereafter  be  incorporated  to  construct  a  rail- 
road commencing  or  terminating  at  any  point  in, 
or  passing  through,  or  adjoining  the  town  of  Bucy- 
rus, the  county  seat  of  said  county,  the  sum  of  $100,- 
000."    Local  Laws,  vol.  xlviii.,  page  277. 

"An  act  regulating  the  mode  of  proceeding 
where  county  commissioners  may  be  authorized 
by  law  to  subscribe  to  the  capital  stock  of  railroads, 
turnpike  roads,  or  other  incorporated  companies  of 
this  State,"  was  passed  and  took  effect  February  28, 
1846.  General  Laws,  vol.  xliv.,  page  82.  Curwen's 
Statutes,  chap.  694. 

The  first  section  of  this  law  enacts,  "  that  when- 
ever the  commissioners  of  any  county  in  this  State 
shall,  hereafter,  be  authorized  to  subscribe  to  the 
capital  stock  of  any  railroad,....  it  shall  be  the 
duty  of  said  county  commissioners  to  give  at  least 
twenty  days'  notice,  in  one  or  more  newspapers 
printed  and  of  general  circulation  in  the  county 
authorized  to  make  such  subscription,  to  the  quali- 
fied voters  of  said  county,  to  vole  at  the  next  annu- 
al election  to  be  held  in  the  several  townships,.... 
for  or  against  the  subscription,  as  aforesaid  ;  and  if 
a  majority  of  the  electors  aforesaid,  voting  at  said 


the  absence  of  the  provisiobs  of  the  actol  February, 
1846,  or  upon  its  express  ir  vital  repeal,  it  is  com- 
petent for  the  legislature  to  confer  upon  the  com- 
missioners directly,  and  ivithout  any  vote  ol  the 
people,  authority  to  mak:  this  subscription;  but 
they  have  not  done  so.  The  legislature,  acting 
upon  the  fact,  that  at  the  October  election.  1848,  in 
pursuance  of  the  act  of  February  24,  1848,  to  in- 
corporate the  Ohio  and  Pennsylvania  railroad  com- 
pany, and  also  iu  conforiiity  with  the  provisions 
of  the  act  of  February,  1846,  the  people  of  Craw- 
ford county  had  autkorizek  their  commissioners  to 
subscribe  $100,000  on  thefr  behalf  to  a  railroad, 
and  that  the  authority  thuts  conferred  had  not  been 
exercised,  but  still  existed^  simply  changes  the  di- 
rection in  which  the  auihdrity  thus  conferred  shall 
be  exercised.  The  act  of  March  23, 1846.  does  not 
create  an  authority  to  makfe  a  subscription  of  slock, 
but  expressly  recognizing  the  existence  of  that  au- 
thority, authorizes  and  requires  a  change  of  the 
subscription  upon  the  teriAs  and  conditions  speci- 
fied in  the  a;t.  The  power  conferred  by  the  act  of 
March  23,  lb50,  has  been  Exercised;  the  subscrip- 
tion of  railroad  stock  heretofore  authorized  by  a 
law  and  by  a  vote  of  the  people  of  Crawford  coun- 
ty, has  been  "  changed"  t*  an  investment  in  the 
stock  of  the  Ohio  and  Indiana  railroad  company; 
the  liability  of  the  county  to  pay  the  S>00,000of 
stock  so  subscribed  has  thiK  been  already  created; 
$10,000  of  the  bonds  of  ih^  county  by  which  such 
liability  is  evidenced,  hai^  been  issued ;  and  as 
these  bonds  create  merelyla  formal  obligation  to 
pay  a  liability  Uiown  to  ej^ist,  we  see  no  reason  to 
restrain  the  commissionersi^f  the  county  from  issn- 
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Dg  a  .NUitiJirnt  nuiauer  aod  amount  ot  such  bunt1> 
lo  cover  ibe  liability  creaied  by  the  change  ol  sub 
Bcription. 

The  injunction  heretofore  granted  to  this  case  i> 
therefore  dissolved,  and  the  bill  dismissed  at  tbt 
costs  of  complainants. 


American   Railroad  Jonmal. 


Satnrdajr,  Jana«ry  1,  1853. 


•t  th9  Great  Six  Feet  Gauge  Project.*' 

We  have  already  spoken  of  this  project,  whicb 
is  to  be  a  grand  line  of  railroad,  with  a  gauge  ui 
wx  feet,  from  the  Eiie  road,  at  or  nenr  Olean,  via 
Warren,  Penn.,  and  Warren,  Ravenna,  Ak'OD. 
Mansfield  and  Daytcn,  Ohio,  to  Cincinnati.  Still 
farther  to  magnify  the  importance  of  this  project 
it  is  proposed  that  this  gauge  shall  be  carried  to  thf 
Mississippi  on  the  one  hand  by  the  Ohio  anu  Mis- 
sissippi railroad,  and  lo  Chicago  on  the  other,  pro- 
bably by  the  Ohio  and  Indiana  railroad,  and  the 
Fort  Wayne  and  Chicago  railroad.  On  the  east. 
the  Erie  railroad  is  to  be  c>innecttd,  at  Binghamton. 
with  Albany,  by  the  Albany  and  Sus-quehanna 
road.  A  new  and  grand  avnue  is  thus  proposed 
from  the  Hudson  to  the  Mississippi,  which  is  to 
supplant  all  others,  from  it?  greater  directness  and 
superior  excellence  of  construction.  For  this 
work  a  competent  charter  exists  in  Ohio.  For  thf 
Pennsylvania  portion,  a  charter  peculiar  to  that 
State,  in  which  the  real  objects  are  concealed  un- 
der the  guise  ot  some  harmless  title,  exists. — 
7^is  charter  provides  for  the  construction  of  a  rail- 
road from  Pittsburg  to  Erie,  with  a  right  to  con- 
struct branches  through  the  counties  adjoining 
those  through  which  the  road  runs.  The  owners 
of  this  charter,  we  understand,  propose  to  allow  the 
Erie  railroad  company,  v  those  wishing  to  carry 
the  six  feet  gauge  through  Pennsylvania,  to  con- 
struct the  branches  which  shall  accomplish  this  ob- 
ject, provided  the  same  parties  shall  subscribe  the 
sum  of  8450,000  to  the  vwin  trunk  from  Erie  to 
Pittsburg.  This  offer,  we  are  informed,  is  likely 
to  be,  if  it  has  not  been  already,  accepted  ;  so  that 
we  may  soon  look  for  the  commencement  of  oper- 
ations upon  this  great  worK. 

This  project,  so  imposing  from  its  magnitude, 
has  been  dressed  oat  in  the  most  seductive  manner 
to  Win  popular  favor.  The  six  feet  gauge  is  urjcd 
as  a  strong  argument  in  its  favor,  from  the  superior 
capacity  of  roads  having  this  gauge  for  transpor- 
tation. Its  directness  over  other  routes  now  fol- 
lowed, is  also  insisted  upon.  Ii  has  also  the  charm 
which  always  invests  every  great  enterprize,  and  it 
has  created  an  impression  upon  the  popular  mind 
never  before  made  by  any  similar  project.  It  has 
set  Ohio  in  a  blaze,  and  New  York  manifests  more 
interest  in  it  than  she  is  accustomed  to  do  even  in 
her  own  most  important  works. 

The  project,  however,  is  likely  to  meet  with  mori|» 
difficulties  from  the  ^opp^sition  of  Pennsylvanifi 
tean  from  lack  of  means  or  popular  feeling.  The 
six  feet  gauge  is  an  abomination  in  the  State.  It 
is  forbidden  by  Statute.  The  friends  of  this  line 
claim,  however,  that  they  are  exempted  from  this 
prohibition,  from,thc!lact  that  their  charter  was 
obtained  be/ore  the  gauge  Law  was  passed.  Des- 
perate eiTorts  are  being  made  to  defeat  the  project 
by  the  Lake  Shore  and  the  Pennsylvania  roads,  and 
we  learn  that  Mr.  Alfred  Kelly  has  gone  to  Phila- 
delphia lor  the  purpose  of  invoking  the  aid  of  the 
legal  authorities  of  that  State,  to  place  the  above 
project  in  the  limbo,  from  which  his  company 
barely  escaped.    Whatjver  may  be  the  result  of 


his  movement  we  are  unable  to  predict.     We  only 
know  that  both  sides  are  conident  of  success. 

That  sufficient  means  can  be  obtained  in  the  pre- 
sent state  of  the  money  market,  and  the  high  favor 
in  which  railroads  are  held,  to  carry  out  this  pro- 
ject, we  have  little  doubt.  The  influence  of  the 
tilrie  railroad  in  this  city  is  paramount,  and  the  en- 
lorsement  of  the  scheme  by  that  company  would 
only  be  nece!>sary  to  secure  the  means  at  once ;  and 
provided  no  legal  obstacles  exist,  we  see  not  much 
reason  to  doubt  its  speedy  construction. 

We  are  in  favor  of  the  wide  gauge — so  called, 
but  in  this  country,  this  is  no  longer  a  question  ol 
principle,  but  expediency.  Its  advantages  are  not  so 
?reat,  as  to  outweigh  the  inconvenience  of  adopting 
It  upon  a  single  line,  all  the  connections  with 
which,  have  a  different  gauge.  This  we  believe  is 
the  opinion  of  the  most  ardent  supporters  of  the 
oroad  gauge. 

Is  not  this  fact  conclusive  against  extending  the 
wide  gauge  through  Ohio?  Should  the  narrow 
gauge  be  adopted,  we  presume  that  no  one  would 
think  of  ex'ending  the  above  project  into  that  State 
further  than  is  necessary  to  form  a  connection  with 
its  roads  now  in  operation  and  progress.  These 
would  secure  to  it  all  the  connections  wanted,  and 
will  be  ample  to  m»"et  the  wants  of  the  people.  II 
then  the  superiority  of  the  wide  gauge  is  overbal- 
anced by  the  argument  of  inconvenience  resulting 
from  its  use,  in  connection  with  the  narrow  one, 
should  not  precedent  and  experience  guide  in  this 
case  1 

If  the  public  would  be  benefiited  by  the  above 
road,  we  should  cheerfully  do  all  in  our  power  to 
promote  its  construction.  We  do  not  now  wish  to 
be  understood  as  opposing  it.  The  project  maybe 
B  proper  one,  but  we  confess,  that  upon  slight  re- 
flection we  think  it  will  do  more  harm  than  good. 
We  are  afraid  of  its  efiects  upon  Ohio.  It  would 
either  render  a  change  of  gauge  of  other  roads  neces- 
sary, or  what  is  more  probable,  it  would  give  birth 
to  a  great  number  of  new  projects  with  a  gauge 
adapted  to  the  great  trunk.  Such  would  be  the  in- 
evitable result.  New  rival  road*  would  be  built 
that  would  not  be  constructed  without  such  stimu- 
lus, and  which  are  not  called  for  by  the  business 
wants  of  the  community.  We  can  see  no  other  re- 
sult, than  that  a  new  batch  of  projects  would  spring 
into  existence,  absorbing  a  great  amount  of  capital, 
without  any  substantial  basis,  or  means  of  support 
and  producing  in  the  end,  the  mostdisastrousconse* 
quences.  Should  railroad  companies  in  operation, 
adopt  their  gauge  to  the  new  project,  the  result 
would  be  the  same  in  kind,  only  less  in  degree. 

We  are  not  disposed  to  encourage  new  projects 
in  Ohio,  which  would  in  any  degree  become  rivals 
for  those  already  in  operation.  There  are  now  in 
the  State,  about  3,150  miles  ol  road  in  operation  and 
progress,  which  will  cost  when  fully  completed  and 
equipped,  about  825,000  per  mil°,  or  an  aggregate 
of  over  S75,000,000.  This  immense  sum  will  have 
been  expended  in  permanent  investment  within  a 
very  few  years,  which  have  been  periods  ot  extra- 
ordinary prosperity.  But  we  all  know  thai  there 
is  an  ebb  tide  in  aflfairs  of  business  as  regular,  and 
as  necessary,  as  in  nature  ;  and  it  is  the  dictate  of 
wisdom  to  prepare  for  its  reflux,  to  avoid  being 
caught  on  the  rooks  and  sands. 

It  is  now  high  water  with  the  roads  of  Ohio.  It 
is  not  the  safest  course  for  the  people  of  this  State 
to  pause  before  they  commence  new  projects;  to 
allow  the  '■  gri>ile  of  youth  to  ripen  into  the  bone 
of  manhood,"  to  see  bow  they  stand ;  to  place  them- 
selves in  a  position  to  defend  the  vantage  ground 


they  bare  gained,  to  see  whether  any  mistakes 
have  been  committed,  and  to  gather  new  lights  for 
the  future,  from  the  experience  of  the  past  1 

This  is  our  opinion  most  decidedly.  We  are  as 
friendly  to  this  new  project  as  we  should  be  to  any 
similar  one,  but  we  do  not  want  to  see  another  fire- 
brand thrown  into  Ohio.  It  would  set  the  whole 
West  in  a  blaze.  The  people  of  this  section  of  the 
country  are  proverbially  »«crc«rtai  in  their  temper- 
aments, and  they  are  already  .sufficiently  excited 
upon  the  subject  of  railroad  constru-tion.  They 
have  invested  as  much  ot  their  own  means,  as  can 
be  profitably  or  conveniently  done,  and  most  of  the 
companies  in  the  West  are  still  in  this  market  for 
money.  Let  them  wait,  till  the  projects  now  in 
hand  are  completed  ;  till  their  present  financial 
wants  are  supplied;  till  theii  liabilities  are  provid- 
ed for,  and  an  "  account  of  stock  taken,"  as  the 
necessary  steps  to  a  renewed  forward  movement, 
and  in  the  right  direction. 

The  proposed  road  is  in  some  respects  an  import- 
ant one,  and  could  the  Ohio  gauge  be  adopted  we 
should  like  to  see  it  constructed.  In  this  case  its 
influence  would  harmonize  with  the  interests  of 
other  roads.  It  would  open  a  new  outlet,  without 
stimulating  new  projects,  or  rendering  neceswary  a 
change  in  the  old.  Its  construction  however  can 
add  but  little  to  the  general  business  or  prosperity 
of  the  country.  That  portion  of  Ohio  to  be  trav- 
ersed by  it,  is  already  well  accommodated  by  rail- 
roads. The  Pennsylvania  division  is  not,  but  this 
lack  will  soon  be  supplied  by  the  Sunbury  and  Erie 
road,  which  will  have  a  terminasat  New  York  as 
well  as  at  Philadelphia,  and  will  bring  Western 
Pennsylvania  and  Ohio  much  nearer  this  city  than 
by  any  more  Northern  route.  We  shall  in  this 
manner  secure  all  the  business  and  commercial  ad- 
vantages predicated  by  the  proposed  road  without 
its  construction.  The  distance  saved  by  it  over  the 
present  routes  are  not  so  great  as  outweigh  the  ob- 
jections stated,  and  the  roads  already  in  operation 
and  progress  will  be  amply  sufficient  to  transact  all 
the  business  that  will  be  throwc  oo  them  for  some 
years  to  come.  -     '.\  ': 

We  suggest  deliberation  and  caution.  As  tar  as 
the  railroads  of  Ohio  are  concerned  success  has 
been  achieved.  Let  not  this  success  be  staked 
upon  a  new  hazard,  nor  endangered  by  any  im- 
prudent or  unwise  step. 


•r    '■  Missouri*  ■■;. .' 

Iron  Mountain  Railroad. — We  called  attention 
yesterday  morning  to  the  opening  of  the  books  for 
subscription  to  this  important  road.  We  are  gra- 
tified to  be  able  to  state  that  during  yesterday,  the 
first  day,  the  amount  o{  bona  fide  %\\hicx\p\\OM  was 
over  one  hundred  thousand  dollars.  Action  so 
prompt|and  liberal  shows  a  justappreciationofthis 
important  enterprise.  We  have  no  doubt  that  the 
sum  already  subscribed  can  and  will  speedily  be 
increased  to  8250,000  of  individual  subscriptions  in 
St.  Louis. 

We  have  often  spoken  of  the  importance  of  this 
road  from  St.  Louis  to  the  heart  of  an  inexhausti- 
ble coal  and  mineral  region.  Further  arguments 
are  scarcely  needed  now,  in  favor  of  a  line  which 
commends  itself,  in  every  view  so  forcibly.  As 
the  southern  connection  of  the  North  Missouri 
road,  as  a  trunk  road  through  a  distinct  and  im- 
portant part  of  the  state,  as  an  enterprise  fraught 
will?  the  greatest  good  to  the  future  prosperity  of 
St.  Louis,  no  less  than  to  the  regions  whose  im- 
mensely valuable  resources  it  will  develop — in  ev- 
ery respect  it  eminently  deserves  the  encourage- 
ment which  it  is  receiving.  We  have  no  doubt  that 
it  will  receive  its  full  share  of  attention  in  the  de- 
liberations of  the  legislature,  or  that  our  own  re- 
presentatives will  do  their  duty  ia  its  behalf.— i^ji 
Louis  Intel.,  Dec.  9,  | 
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Statement  of  the  Providence  and 
'Woreeatcr  Railroad: 


It  appears  by  the  eighth  annual  report  of  the  Di- 
rectors of  the  Providence  and  Worcester  railroad 
company  forele.en  months,  ending  Nov   30  1852 

that  the  total  receipts  were ^iiiizt  qq 

Total  expenses im,Mi  ^6 


Earnings  after  deducting  expenses.... $129,356  22 
Deduct  interest  on  Bonds,  &.C.,  during 
11  months 17,33783 


Net  income  during  eleven  months... $112,019  19 
Dividend  paid  July  »,  )852.$43,725  00 
Dividend  payable  Jan.   1, 

1853...... 43,725  00 

: $87,450  00 


Surplus $24,569  19 

Total  amount  placed  to  con«tructicn 
account 1,731,498  18 

Pfoperiv  on  hand,  bills  receiv- 
able  $1,968  00 

BalaiiCe  due  from  corpora- 
tions, <fcc 6,';^0  07 

Wood,  oil,   iron   and  other 
materials  on  hand 23,147  68 

Cash  in  Treasury .$39, 107  50 

Less  amount  cash      -:■'> 
balances  due  to    . 
connecting  roads 
for  their  propor- 
tion of  receipts..  .1,216  43 

$37,891  07  $69,726  82 


$1,801,225  00 
Represented    by   capital 

stock $1,457,500  00 

Bonds 300,00000 

$1,757,500  00 


Leaving  for  dividend  pay- 
able Jan,  1,1853 $43,725  00 


TnnnellnK  of  tlie  Alleghanjr  Mouataln. 

One  of  the  tunnels  on  the  Alleghanny  railroad, 
now  constructing,  is  to  be  3,670  feet  in  length.  Its 
area  at  the  widest  space  within  the  lines  of  the  ma- 
sonry, will  be  ibout  24  feet,  and  the  spring  of  the 
arch  will  begin  about  16  feet  from  the  crown  of  the 
arch.  The  arch  itself  of  the  Tunnel  will  be  rather 
of  an  oval  form,  one  of  the  most  beautitul  structares 
which  conic  sections  can  afford.  The  greater  part 
of  the  vast  arched  excavation  will  be£inlaid  with 
strong  and  substantial  masonry.  More  than  half 
this  masonry  will  be  composed  of  sand-stone,  well 
laid  in  hydraulic  cement;  and  the  remainder  will 
be  hard  burnt  brick.  This  whole  masonry  will  be 
22  inches  thick.  The  tunnel  passes  the  Alleghany 
Mountain  in  Sugar  Run  Gap,  and  lies  partly  tn 
Blair  and  partly  in  Cambria  county.  Taking  into 
account  the  length  of  the  Tunnel,  and  its  interior 
breath,  and  the  quantity  and  solidity  of  its  naasonry, 
it  may  be  regarded  as  the  largest  work  of  the  kind 
in  the  United  States.  About  400  men  are  employed 
upon  it. 

Our  Ijlat  of  Railroads, 

Our  Subscribers  will  oblige  us  by  sending  us  any 
correction  in  our  published  list  of  railroads  in  to- 
days paper.  ,.  ., 

Ciimberlaiid  Valley  Railroad. 

The  report  of  the  affairs  of  this  company  is 
brought  up  to  the  first  of  Oct.  1652,  From  it  we 
learn  that  extensive  repairs  have  been  made  upon 
the  bridge  at  Harrisburg.  The  structure  has  been 
put  in  line  and  strengthened  by  lateral  braces  and 
a  new  track  laid  on  it.  The  report  alludes  to  the 
organization  of  a  company  for  the  purpose  of  con- 
structing a  road  from  Bridgeport  on  the  line  of  the 
Cumberland  Valley  road  to  Sunbury.  Tributary 
to  this  projected  road,  are  the  Dauphin  and  Sas- 
quehanna,  the  Lyken's  Valley  and  the  Treverton 
and  Shamokin  railroads,  bringing  an  extensive  coal 
region  withia  25  to  40  miles  of  the  Cumb«rland 
Valley. 


The  following  is  an  abstract  of  the  flnancia 
statement  : 
Cost  of  road  including  real  estate $1,202,911 


Materials  for  use , 

Old  bars  and  materiallor  sale. 

Cash  items 


83 
8,381  28 
9,973  06 
33,877  83 


lilTIES— BONDS. 


Total $1,265,144  00 

Stock $1,184,500  00 


Mortgage  loan . 

Liabilities 

Revenue  1st  Jan.  1852.. 
Nine  months  revenue. . . 


22,145  87 
96,471  37 

$118,617  14 


13,000  00 
20,355  80 


Less  expendituras^ 

Interest , 

Dividends  1st  April, 


...$ 


41,727  91 

1,446  42 

28,154  60 


47,288  21 


$1,265,144  01 
The  total  tonnage  for  the  nine  months  was  $89, 
790  950  pounds,  and  the  total  number  of  passengers 
carried  during  the  same  period  43,103,  The  mile- 
age of  the  passenger  trains  55,447,  and  that  of  the 
freight  trains  36  316. 

SUBSCRIBERS 

Wishing  for  missing  nutnbers  to  complete  their  vol- 
umes, must  send  for  them  within  thirty  days,  to  be 
sure  of  being  supplied. 

Stock  and  Dlonejr  Market. 

There  is  little  doing  the  present  week.  The 
holidays  and  the  near  approach  of  the  New  Year, 
has  had  its  usual  effect  to  suspend  operations, 
though  prices  are  well  sustained.  A  good  demand 
still  continues  for  sound  securities  for  investment. 


CITY  SECU 

Brooklyn  6's 

Albany  6's,  1871-1881 

Cincinnati  6's 

St.  Louis 

Louisville  6's  1880  .. 
Pituburg  6's,  1869-187 
New  York  Ts,  1857 
New  York  5's,  1858-'60 
New  York  D's,  l870-'75 
New  York  5's,  1890 
Fire  loan  5's  1886. 

Pbiladelobia  6's,  1876-"^ 106 

It7 


Railway  Share  &  Stock  List; 

CORRECTED  WEEKLY   FOR  THE 
AMERICAN    RAILROAD    JOURNAL.. 


NEW  YORK,  JANUARY  1,  1853. 

GOVERNMENT  AND  STATE  SECURITIES. 

U.S.  5's,  1853 lOOi 

U.  S.  6'8,  1856 108| 

U.S.  6's,  Inba 1134 

U.S.  6's,  1862— coupon 114 

U.S.  6's,  1867 114i 

U.S.  6's,  1868 12O1 

U.S.  6's,  1868— coupon 20 

Indiana  5's 102i 

Indiana  2| 59 

"      Canalloan6's 97 

"      Canal  preferred  5's 47 

Alabama  5's 98 

Illinois  6'8,  1847. .•. 864 

Illinois  6's — interest 59 

Kentucky  6's,  1871 112 

Maryland  6's 109 

New  York  6's,  1854-5 108 

New  York  6's,  l»0-'6l-'62 115 

New  York  6's,  1864-'65 118. 

New  York  6's,  Jy.,  1866 119' 

New  York  5i's,  i860-'61 112 

New  York  5|'s,  1865 113 

New  York  5's,  l854-'55 108 

New  York  5's,  1858-'60-'62 109J 

New  York  5's,  1866 114 

New  York  4|'s,  l868-'59  '64 101 

Canal  certificates,  6's,  1861 

Ohio  6's,  1856 lOSj 

Ohio  6's,  1860 109 

Ohio  6's,  1870 i 114 

Oftio6's,  1875 114 

Ohio  5's,  1865 106 

Ohio7's,  1851 105| 

Pennsylrania  5's 99^ 

Pennsylvania  6's,  1847,-'53 lOl 

Pennsylvania  6's, .  1879 99i 

Tennessee  5's....' 93 

Tennessee  6'$,  1880 108 

Virginia  6'»,  1886.,, 113 


!05 

i<r7i 

10c 

9''» 
971 
lOSi 
106 
103 
10* 
lOfr 


Baltimore  l870-'90. 
Boston  5's . 


KAILRQAD  BONDS. 


Erie  1st  murrgh<e,  7's, 


.109 


1867. 


,1151 


Erie  2d  moitga^'e,  Ts,  ^859 107| 

Erie  income  7's,  1855., 
Erie  conveitibie  bonds, 
Hudson  Rivei  1st  mort 
Hudson  River  2d  mort. 


10l| 

Ts,  1871 102 

,Ts,  1869 109* 

7's  1860  100 

New  York  and  New  Hkven  Ts,  1861 !'.'.'. !!'.'.  105 

.  9J 
.  99 
.110 
100 
.123 
.10$ 
.108 
.  96 


Reading  6'!..  1870 l 

Reading  mortgage,  G's,!  1860, 
)nT( 


Michigan  Central,  com 
Michigan  South»'Tn,  7' 
Cleveland,  Col.  and  Cii 
Cleveland  and  Pittsbun 
Ohio  and  Peiinsytvanii 
Ohio  Central  7'6,  1861 


ertible,  S's, 

1860 

Ts,  1859.. 
7's,  1860... 
7'8,  1805  .. 


I860. 


RAILROAD  STOCKS. 

[COBRECrED  FOR  WEIINESDAT  OF  EACH  WEKK.J 


Dec.  23. 

Albany  and  S'-.henectac  y 1  I2i 

Boston  and  Maine 107{ 

Boston  and  Lowell 109 

Boston  and  Worcester 105 

Boston  and  Providence 91  { 

Baltimore  and  Ohio 954 

Baltimore  and  Susquehanna....  34 

Cleveland  andColumbUs 129 

Columbus  and  Xenia.  J — 

Camden  and  Amboy..  j 150 

Delaware  and  Hudson  (canal)..  130 

Eastern j JOO 

Erie 954 

Fall  River. 

Fitchburgh 103* 

Georgia 

Greorgia  Central . . . 

Harlem 

preferred. 


Dec.  30. 
113 
106 
1094 
IO64 

93 

98 

U 


72 
,115 


Hartford  and  New  Hav  ?n 123 

Housatonic  (preferred) 35 

Hudson  River 75| 

Little  Miami , 120 

Long  Island 364 

Mad  River 99 

Madison  and  Indianapol  is 109 

Michigan  Central , 1 1 1 4 

Michigan  Southern 132 

New  York  and  New  Hx  yen ....  1 1 64 

New  Jersey 132 

Nashua  and  Lowell — 

New  Bedlord  and  Taunion 117 

Norwich  and  Worcester 534 

Ogdensburgh , 274 

Pennsylvania 49| 

Philadelphia,  Wilm'gto^A- Bait.  394 
Petersburg i — 

Richmond  and  Fredericksburg. .105 

Richmond  and  Pelersbuijg 35 

Reading j y8 

Rochester  and  Syracuse 125 

Stonington ,  57f 

South  Carolina , '.   ]22f 

Syracuse  and  Utica. ......  .,...133 

Taunton  Branch 115 

Utica  and  Schenectady .  143 

Vermont  Central J 17| 

Vermont  and  Massachusttts ....  20 

Virginia  Central 40 

Western [ 102 

Wilmington  and  Raleigh 574 
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96 
97 
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73 
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129 

35 
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32 
99 
111 
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1274 
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132 

117 
53 

304 
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1244 

574 
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143 
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Railroad  Xantcrns. 

Our  readers  will  find  an  advertisement  of  every 
rariety  of  railroad  Lanterns  in  another  pa^ 
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neiv  Rout*  between  CinclBnaU  and 
Ble'vv  York. 

We  learn  that  arrangements  have  been  complet 
ed,  by  which  a  new  route  for  travel  and  freight  be' 
tween  Cincinnati  and  New  York,  will  be  brought 
into  uae  with  the  optaing  of  Lake  navigation, 
composed  of  the  Cincinnati,  HamiitoQ  and  Day 
ton,  and  Mad  River  roads.  A  line  of  steamers  to 
ply  between  Sandusky  and  Buffalo,  and  either  the 
Central,  so  called,  and  the  Hudson  River,  or  the 
Erie  roads.  Two  magnificent  steamers  are  now 
in  coarse  of  construction  at  Buffalo,  to  be  com 
pleted  during  tbe  winter,  for  the  Lake  portion  of 
the  route,  which  will  make  a  daily  line  each  way. 
Passengers  will  leave  Cincinnati  and  New  York, 
respectively,  in  the  morning,  will  reach  Sandusky 
and  Buffalo  the  same  evening,  and  pass  the  night 
upon  the  lake.  The  trip,  it  is  calculated,  will  be 
made  upon  the  average  in  35  hours.  By  these  ar- 
rangements, an  exceedingly  expeditious  and  com- 
fortable route,  will  be  formed,  and  travellers  will 
reach  their  destination  in  good  condition,  having 
the  advantage  of  a  night's  sleep,  at  the  same  time 
that  they  are  moving  at  high  speed.  We  under- 
stand that  the  boats  are  being  constructed  with 
especial  reference  to  safety  as  well  as  speed.  All 
the  main  keelsons  for  strengthening  and  stiffening 
them,  are  much  larger  and  heavier  than  usual,  and 
double-bolted  throughout.  There  are  seven  in 
number,  running  the  length  of  tbe  boat  fore-and- 
aft  The  sides  and  frames  are  braced  throughout 
with  diagonal  iron  braces,  similar  to  those  used  in 
the  Collins'  steamers  on  the  Atlantic,  which  bind 
the  hull  of  each  boat  together  with  almost  a  solid 
net-work  of  iron,  and  must  add  immensely  to  their 
strength  and  safety. 

The  holds  of  these  boats  are  to  be  divided  into 
lour  compartments  by  water-tight  bulkheads,  which 
will  render  their  sinking  almost  an  impossibility, 
in  case  of  collision.  No  pains  will  be  spared  by 
the  enterprising  proprietors  in  rendering  these  boats 
as  strong  as  wood  and  iron  can  make  them. 

They  are  to  be  propelled  by  seme  of  the  largest 
and  most  powerful  steamboat  engines  in  the  world, 
one  of  which  was  built  by  the  Allaire  Works  in 
New  York,  and  the  other  by  J.  P.  Morris  &  Co., 
of  Philadelphia.  Their  dimensions  are  as  follows : 
Diameter  of  cylinder  82  inches  with  12  feet  stroke. 
Beams,  12  feet  wide  by  24  feet  long.  The  bed- 
plates, condensers,  air-pumps,  openings,  etc.,  are 
all  large  in  proportion,  enabling  the  engines  to 
work  more  power  than  the  size  of  the  cylinders 
would  indicate.  The  boilers,  of  which  there  are  lo 
be  three  in  each  boat,  11  feet  in  diameter,  by  30 
feet  long,  are  built  at  the  manufactories  of  Messrs. 
Sidney  Shephard  and  John  Newman,  of  Buffalo. 

The  boats,  when  completed,  will  be  330  feetloilg, 
40{  feet  beam,  and  14  feet  depth  of  hold,  making 
them  each  about  1800  tons  Custom  House  mea- 
surement. These  boats  are  built  under  the  super- 
intendence of  Captain  M.  Hazard  and  John  J.  Hol- 
lister,  Esq.,  who  give  every  assurance  that  they  are 
to  be  built  in  the  best,  safest  and  strongest  possible 
manner.  Their  experience  and  enterprise  afford  a 
sufficient  guaranty  that  they  will  be  all  that  the 
service  can  require  of  them;  and  so  far  as  speed 
and  safety  are  concerned,  tbey  must  command  the 
confidence  of  tbe  travelling  public. 

The  expeditious  manner  in  which  the  portion  of 
the_route  between],N.'.Y.  and^Bufl%lo  is  run  in  well 
known.  The  average  speed  of  the  express  train;» 
may  be  put  down  at  35  miles  per  hour,  making  (|ie 
running  time  only^about  13  hours.  This  is  alto- 
gether the  fastest  time  made  upon  any  long  lines 


in  this  country.  The  Ohio  portion  of  the  line  will 
for  the  first  time  be  in  suitable  condition  the  com- 
ing season  for  equally  high  speed.  The  Cincin- 
nati, Hamilton  and  Dayton  road  was  in  the  outset 
constructed  as  a  first  class  road.  The  Mad  River 
road  has  now  received  a  heavy  T  rail  upon  its 
whole  line,  and  is  now  said  to  be  in  admirable  con- 
dition. 

What  is  still  better,  we  understand  that  the 
through  fare  upon  this  route  is  to  be  put  at  the  low 
figure  olSlO,  The  distance  being  not  far  from  890 
miles,  the  rate  charged  will  only  be  a  trifle  more 
than  one  cent  per  mile;  which  is  certainly  low 
enough  to  satisfy  the  travelling  community,  and 
sufficiently  high,  we  believe,  to  secure  a  remuner- 
ating traffic  to  the  route. 

The  above  is  the  first  move  in  the  right  direction 
toward  putting  down  rates  of  fare  upon  long  lines, 
in  propoition  todistance  travelled.  The  step  taken 
by  this  line  cannot  fail  to  be  followed  by  others. — 
The  fare  from  New  York  lo  Chicago  should  be  also 
placed  at  $10,  though  the  distance  is  a  little  greater 
than  to  Cincinnati.  The  roads  that  make  up  both 
lines  have  a  local  traffic  which  yields  lucrative  in- 
comes, and  the  through  business  can  be  accommo- 
dated with  but  a  slight  additional  outlay.  The  ef- 
fect of  such  low  rates  will  be  to  increase  immense- 
ly the  amountof  travel,  but  to  secure  it  to  northern 
routes.  Think  of  making  the  trip  from  New  York 
to  Chicago,  a  distance  of  nearly  one  thousand  miles 
for  $10,  and  compare  this  with  the  expense  only  a 
year  or  two,  or  to  make  the  contrast  still  greater, 
ten  years  since. 

The  lines  of  travel  connecting  New  York  and  the 
West,  are  thus  about  to  throw  down  the  gauntlet 
upon  the  su'oject  of  fares.  Will  our  Pennsylvania 
and  Baltimore  friends  take  it  up  1  Will  they  trans- 
port passengers  from  New  York  to  Cincinnati  by 
way  of  Philadelphia  and  Baltimore  for  $101  Sii- 
lenlhs  of  this  sum  is  now  used  up  in  gelling  to  Bal- 
timore. Obstacles  more  difficult  lo  be  surmounted 
than  are  physical  ones,  are  yet  to  be  overcome,  to 
place  the  last  named  lines  on  a  par  with  their 
Northern  rivals. 


Joarnal  of  Railroad  tim.%v. 

The  following  case,  tried  in  our  Common  Pleas, 
on  the  23d  ult.,  was  brought  to  recover  damages 
for  personal  injury : 

Alfred  Evcrson  agt.  New  Haven  Railroad  com- 
pany.— Plaintiffin  June,  1851,  wasdriving  a  dear- 
born or  wagon,  on  the  track  in  the  Bowery,  when 
the  wagon  was  struck  by  a  four  horse  freight  car, 
upset,  and  considerably  injured.  In  defense  the 
difficulty  was  said  to  have  been  caused  by  the  neg- 
ligence of  plaintiff  himself,  the  sides  of  the  dear- 
born being  down,  so  that  he  could  not  see  the  car. 
On  the  other  hand  it  was  said  that  there  was  no 
person  to  take  care  of  the  car  but  the  driver,  and 
that  if  there  had  been  a  person  to  take  charge  of  the 
brakes  when  the  plaintiff  crossed  the  track,  the  car 
might  have  been  stopped  in  time  to  avoid  the  col- 
lision. It  was  also  denied  that  the  collision  was 
caused  by  any  person  in  the  employment  of  the 
New  Haven  railroad  company,  but  that  the  horses 
and  driver  belonged  to  the  Harlem  railroad  com 
pany,  a  contract  having  been  made  by  which  the 
Harlem  company  were  to  convey  the  cars  of  the 
New  Haven  company  to  Thirty-second  street.  On 
the  part  of  the  plaintiff  it  was  contended  that  this 
did  not  absolve  them  from  liability.  It  was  shown 
that  the  New  Haven  cars,  in  the  city,  are  convey- 
ed by  the  Harlem  company,  and  are  not  under  the 
control  of  the,conductor8  of  the  New  Haven  com- 
pany while  passing  the  point  named.  The  non-suit 
was  refused.  The  plaintiff  is  a  colored  man  and 
was  not  owner  of  the  wagon.  It  appeared  that  he 
was  driving  on  the  other  track  some  little  distance 
ahead  of  the  car,  and  turned  short  to  cross  the  track 
ahead  of  the  car. 


The  judge  reserved  for  the  consideration  of  the 
full  court,  the  question  whether  or  not  the  defend- 
ants were  absolved  from  any  liability  in  this  case 
in  consequence  of  their  arrangement  with  the  Har- 
lem railroad  company.  In  arguing  this  question 
the  counsel  for  defendants  relied  in  part  upon  the 
late  decision  of  the  Court  of  Appeals  by  which  it 
was  declared  that  where  a  contract  for  excavating 
earth  was  entered  into  between  A  d^  B,  and  B,  the 
party  who  was  to  do  the  work,  assigned  bis  con- 
tract lo  C,  whose  servants  by  means  of  their  own 
negligence  injured  the  plaintiff,  that  plaintiff  must 
bring  his  action  against  C,  to  whom,  as  master,  the 
servants  were  immediately  liable.  In  other  words, 
the  responsibility  of  the  master  relates  to  his  own 
servants,  and  not  to  the  servants  of  those  to  whom 
he  has  assigned  his  contract. 

Judge  Daly,  who  presided  at  the  trial,  charged 
the  jury  substantially  as  follows :  "  When  a  party 
brings  an  action  for  an  injury  arising  from  a  col- 
lision, he  must  show  that  he  has  not  in  any  degree 
contributed  to  the  injury  by  his  own  negligence,  v 

The  law  does  not  in  such  a  case  regard  the  de- 
gree of  negligence.  If  the  plaintiff  has  been  remiss 
to  any  extent,  he  cannot  claimdamages  of  another 
whose  acts  may  have  combined  with  his  own  in 
occasioning  the  injury  complained  of. 

It  is  necessary,  however,  in  a  controversy  like 
this,  to  take  into  consideration  the  respective  con- 
ditions of  the  parties  to  this  suit.  Inasmuch  as  a 
railway  car  is  limited  to  a  particular  track  from 
which  it  cannot  deviate,  while  the  driver  of  an  or- 
dinary vehicle  may  divert  his  movements  at  plea- 
sure, it  follows  that  a  greater  degree  of  caution  in 
avoiding  collisions  is  demanded  of  the  latter  than 
of  the  former.  On  the  other  hand,  in  the  case  of  a 
collision  at  sea,  between  a  steamer  and  a  ?ail  ves- 
sel, the  steamer  can  take  her  course  without  re- 
gard to  wind  or  tide,  while  an  ordinary  sail  vessel 
must  be  in  a  considerable  degree  affected  by  both. 
Hence  the  former  having  greater  facility  in  avoid- 
ing collisions,  is  especially  called  upon  to  do  so. 

Yet,  in  view  of  the  advantages  enjoyed  by  a  rail- 
way company  in  the  temporary  exclusive  enjoy- 
ment of  a  portion  of  the  public  highway,  they  are 
bound  to  use  every  reasonable  effort  for  the  pur- 
pose of  preventing  any  damage  to  others. 

The  defendants  had  offered  evidence  tending  to 
show  that  the  plaintiff  was  at  the  time  of  the  acci- 
dent intoxicated.  And  where  there  is,  in  a  case 
like  this,  a  conflict  in  (he  evidence  of  the  parlies, 
relative  lo  the  facts  connected  with  the  collision, 
the  intoxication  of  the  plaintiff  may  have  much 
materiality,  as  furnishing  a  presumption  that  he 
may  have  been  guilty  of  the  negligence  with  which 
he  was  charged.  But  in  the  present  case,  the  evi 
dence  of  drunkenness  was  toodoubtful  to  be  impor- 
tant. 

The  evidence  conflicted  in  regard  to  the  distance 
which  existed  between  the  car  and  the  wagon  when 
the  plaintiff  turned  his  horses  to  cross  the  track. 
To  weigh  the  testimony  in  this  respect  was  the 
province  of  the  jury.  But  very  little  reliance  must 
ordinarily  be  placed  upon  the  evidence  of  witnesses 
in  regard  to  the  relative  distances  of  bodies,  espe- 
cially when  rapidly  moving.  If  the  jury  believed 
that  the  plaintiff  turned  too  sharply— and  incau- 
tiously— then  there  was  certainly  an  end  of  the 
case. 

The  question  as  to  whether  or  not  the  company 
was  remiss  in  not  employing  a  brakeman  must  be 
decided  by  the  jury.  The  Superintendent  of  the 
road  testified  that  there  was  no  necessity  for  em- 
ploying a  brakeman  in  the  city,  and  that  no  brake- 
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man  was  there  employed,  as  the  efforts  of  the  driv- 
er alone  would  amply  suffice  to  stop  the  car. 

The  jury  rendered  a  verdict  of  $50  for  the  plain- 
tiff. 

Geore^la  Railroad. 

REPORT  OP  THE  CENTRAL    RAILROAD   AND  BANKINQ 
COMPANY  or  GEORGIA  TO  THE  STOCKHOLDERS. 

The  board  has  great  pleasure  in  placing  before 
you  the  accompanying  report  of  the  general  super- 
intendent on  the  operations  of  the  road  department 
for  the  year  ending,  1st  December  insl. 
The  cash  receipts  in  Bank  for  the  year  have  been : 
From  road  earnings  prior  to  Ist  De- 

cember,1851 $57,722  84 

Since,  to  7th  December,  1852,  the  di- 

videndday... 879,864  91 


Bank  earning*. 


«937,587  75 
72,214  08 


Total  cash  receipts  from  road  and 

bank $1,009,801  83 

The  cash  expenditures  have  been  : 

Current  railroad  expen- 
ditures  »437,88-2  50 

Current  bank  expendi- 
ture       15,687  84 

Forinterest 21,570  17 

For  dividends  (being  at 
the  rate  of  8  per  cent 
per  annum 270,362  00— $745,502  51 


Leaving  a  surplus  of $264,299  32 

which  surplus  has  been  disposed  of 
as  follows: 

Carried  to  cost  of  road. $100,000  00 

Carried  to  reserve  fund.    164,299  32— $264,299  32 


The  reserve  fund  as  you  will  see  by  the  accom- 
panying statement,  under  the  hand  of  the  cashier, 
is  at  this  day,  $281,057  03.  There  is  a  sura  of  a- 
bout  $17,000  due  for  road  hire  to  the  Augusta  and 
Waynesboro'  company,  which,  when  adjusted,  will 
be  charged  to  that  fund.  The  balance  uncollected 
of  last  year's  earnings,  as  shown  by  the  I7th  report 

was $64,467  61 

Paid  into  banir,  as  shown  above 57,722  84 


Leaving  still  a  balance  of $6,744  77 

which  balance  is  accounted  for  as  fol- 
lows : 

Due  by  the  Georgia  and  East  Tennessee 
company $1,653  60 

Due  by  the  Savanah  and  Ma- 
con treasurers 1 ,982  90 

Allowed  per  deductions  on  va- 
rious accounU 3,108  18-$6,744  77 


The  item  due  by  the  treasurers  shows  the  whole 
sum  lost  in  the  year  1851,  by  insolvency  and  other- 
wise. A  part  of  it  may  yet  be  collected.  The  board 
feels  that  due  diligence  has  been  used  in  collecting 
$748,207  86  with  so  little  loss. 
The  sum  paid  into  bank  from  earnings 
of  1851-2,  from  Ist  Dec.  1851,  to  7th 
D-^cember,  1852,  (dividend  day)  is.. $879,864  91 
Leaving  uncollected  on  Dec  7,  182. .     565,643  37 


Total  of  the  year $945,508  58 


The  financial  condition  of  the  company  is  shown 
in  the  statement  of  the  cashier. 

Since  the  last  report,  the  company  has  paid  up 
its  subscription  to  the  Augusta  and  Waynesboro' 
company  and  the  sum  of  $58,554  84  on  account  of 
the  Fort  Valley  Branch  of  the  Southwestern  road. 

The  company  by  iu  subscription  of  old  iron  rails 
at  $30  per  ton,  holds  stock  to  the  amoont  of  $20,- 
000  in  the  Milledgcville  and  Grordon  railroad  com- 
pany, and  Ihe  sum  of  about  $25,000  in  the  Eaton- 
ton  railroad  company.  The  account  with  the  Ea- 
tonton  railroad  company  will  soon  be  adjusted,  and 
then  our  railroad  account  will  receive  a  credit  for 
the  stock  in  the  last  named  company.  The  board 
has  agreed  to  take  the  Eatonton  road,  so  soon  as 
the  same  shall  be  entirely  finished,  and  to  keep  it 
up  and  work  it  according  to  the  policy  of  this  Co., 


for  the  sum  of  $14,000  per  annum.  It  is  expected 
that  the  road  will  be  finished  by  the  1st  of  Februa- 
ry next.  There  is  a  fair  prospect  that  the  Augusta 
and  Waynesboro'  road  will  be  opened  to  Augusta 
by  the  Ist  day  of  November  next.  That  road  is 
worked  by  this  company  on  a  lease  of  4  years  from 
January,  1852.  It  is  important  to  the  interest  of 
this  company,  that  it  should  be  opened  its  entire 
length  as  speedily  as  possible. 

The  branch  of  the  Southwestern  road  from  Port 
Valley  to  the  town  of  Butler,  where  it  will  join  the 
Muscogee  road,  will  be  opened  by  the  1st  of  April 
next,  when  our  connection  with  Columbus  will  be 
perfect.  The  road  from  Columbus  to  Opeleikahas 
all  been  placed  underconlract,  and  the  grading  will 
be  finished  by  the  end  of  the  ensuing  year.  In  a 
f«w  months  hereafter,  we  may  expect  our  railway 
connection  to  be  complete  to  Montgomery,  Alaba- 
ma. 

The  South- Western  road  is  to  be  extended  to 
Americas.  It  is  believed  that  this  extension  will 
be  finished  early  in  4,854. 

The  operations  of  our  road  for  the  year  past  have 
been  satisfactory ;  its  earnings  have  far  exceeded 
any  representation  which  has  ever  been  made  to 
you.  The  late  freshet  causing  a  delay  of  eight 
days  in  the  day  passenger  line,  and  of  twelve  days 
in  the  night  passenger  and  freight  lines,  caused  the 
November  receipts  to  fall  off  very  much.  The 
freight  destined  for  our  line  was  diverted  however, 
to  a  very  small  extent.  The  sum  of  $15,000  will, 
undoubtedly,. cover  not  only  the  expense  of  replac- 
ing the  track  but  all  loss  oti  freight  and  passengers. 
The  board  is  fully  sensible  of  the  iin  ortance  of 
raising  the  track  in  those  low  places  which  have 
twice  sustained  injury  by  extraordinary  freshets, 
viz:  in  1841  and  in  1852.  The  task  can  be  accom- 

Filished  without  interference  to  the  operations  of  the 
ine. 

The  rapidly  increasing  freighting  business  of 
the  company  will  call  for  large  additions  to  the  mo- 
tive power  and  cars.  Since  the  junction  at  Macon 
it  is  found  that  we  have  not,  by  a  large  number, 
the  proper  complement  of  burthen  cars.  The  run- 
ning of  cars  to  Chattanooga,  Rome.  Newnan,  Ogle- 
thorpe, and  Columbus,  requires  u.«  to  add  within 
a  year  100  fo  the  number  we  now  have,  and,  of 
course,  new  cars  to  a  considerable  extent  must  be 
provided  to  replace  those  which  may  be  worn  out 
and  broken  up.  We  cannot  hope  to  slop  short  of 
the  number  of  1,000  cars  as  the  measure  of  our 
force,  at  the  moment  of  the  completion  of  the  lines 
above  referred  to.  It  is  gratifying  to  know  that  the 
increasing  income  of  the  company  is  likely  to  keep 
pace  with  the  demands  for  additional  motive  pow- 
er. 

The  Central  railroad  should,  as  early  as  practic- 
able be  placed  among  ihe/irst  class  railroads  of  the 
Union.  Beside  full  preparation  for  freighting  bu- 
siness, (our  great  source  of  revenue,)  we  should  not 
fail  to  attract  passengers  by  furnishing  proper  ac- 
commodations for  them  throughout  the  line.  As 
soon  as  the  Augusta  and  Waynesboro'  line  shall  be 
opened  through  to  Augusta,  it  is  reasonable  to  ex- 
pect that  the  crossing  of  travel  through  Georgia, 
will  be  over  our  road  trom  Miller  to  Macon.  There 
will  be  two  lines  acro^s  the  state  of  about  equal 
length,  but  the  important  points, — Macon  and  Co- 
lumbus, being  on  the  lower  crossing,  it  is  not  assu- 
ming too  much  to  say,  that  the  throng  of  passen- 
gers will  pass  on  the  upper  110  miles  of  the  Cen- 
tral road.  You  will  now  see  more  clearly  the  great 
importance  of  the  superintendent's  recommenda- 
tion to  renew  the  iron  on  this  upper  part  of  the 
road. 

The  board  has  kept  constantly  in  view  of  the  ac- 
tion of  the  stockholders  at  their  meeting  of  March, 
1851.  It  hopes  to  accomplish  what  the  stockholders 
then  contemplated,  and  to  do  more,  if  the  policy  is 
steadily  pursued,  of  making  our  road  what  it  ought 
to  be,  in  track,  in  motive  power,  in  freight  and  pas- 
senger accommodations,  before  there  shall  be  any 
declarations  of  dividends  beyond  8  per  centum  per 
annum,  or  any  increase  of  our  capital  by  a  divi- 
dend of  stock.  If  for  all  these  important  ends,  much 
more  money  shall  be  found  necessary  than  was  con- 
templated in  March  1851,  we  have  the  satisfaction 
to  see  that  cur  revenue  has  been  vastly  augmented 
beyond  the  estimate  of  that  period.  The  ability  of 
the  company  promises  to  be  great  enough  to  meet 
any  eicess  of  outlay. 


But  beside  and  bejbnd  the  absoJuiel}-  necessary 
improvements  referred  to,  care  should  be  taken  to 
begin,  at  once,  adequate  provision  (by  sinkiog 
fund)  for  the  renewal  of  the  Kon  on  the  lower 
part  of  the  road  where  it  is  now  nearly  new.     The 

Eressure  on  our  road  is  already  great,  but  there  will 
e  a  very  large  and  coptiouing  increase  of  tonna^ 
to  pass  ever  it,  and  the  iron  will  of  course  wear 
out.  It  wilt  require  tfael  annual  sum  of  at  least  $39, 
000  to  be  set  apart  wii$  (his  view. 

The  board  desires  td  impress  on  you  the  import- 
ance of  being  content,  lor  the  present,  with  the  reg- 
ular payment  of  8  per  cent,  on  your  investments. 
By  that  course  you  will  soon  have  a  road  of  ^eat 
value — with  no  more  material  pressing  want,  aod 
not  likely  to  be  diminished  in  value,  even  on  the 
declaration  of  a  liberalj  stock  dividend. 

it  is  due  to  the  supeHniendent,  Mr.  M.  B.  Mil- 
ieu, and  to  the  supervisors  of  road,  Messrs.  Whil- 
den  and  Willey,  and  their  subordinates,  to  «ay  that 
the  board  highly  estimates  the  service  which  they 
rendered  upon  the  occasion  of  the  late  freshet, 
p.  R.  CuTLKR,  President. 

Savannah,  Dec.  14tU,  1852. 

The  following  is  th;  statement  of  the  financial 
condition  of  the  company  on  the  7ih  December, 
1852: 

RESOCBCes  AND  PROPERTY. 

Railroad  and  appurtenances $3,378,132  31 

Notes  and  bills  discotinted  and  bills 

receivable J 492,952  83 

Due  by  other  banks ..  J. 165,T.»;<  64 

Due  by  agents  and  othier  companies.       105,795  88 

Stock  in  other  compatnes 488,334  84 

Banking  house  and  other  real  estate.         16,074  35 

Specie $105,497  43      127.609  43 

Notes  of  other  banks .  J . .      22, 1 12  00 

$4,774,710  18 


LIABILITIES. 

Capital  stock $3,500,000  00 

Bonds  due  by  the  com  }any 306,187  00 

Bank  notes  in  circulaiion 251,311  00 

Suspense  account 5,875  96 

Due  other  banks  and  qompanies....  79,676  25 

Individual  deposits.. ^ 102,540  95 

Unclaimed  dividends.* 17,274  79 

Dividends  declared  thjs  day 139,858  00 

Railroad  earnings  sinc^  Isi  December, 

1852 i 136  90 

Balance  being  "reserved  fund" 281,857  03 

'  $4,774,719  18 

The  operations  fortthe  year  ending  30th  Nov., 
1852,  are  shown  belo#  : 

Aggregate  earnings $945  508  38 

"         expenses.. , 537,882  50 


.$507,625  78 


classified 


Net  profit 

These  expenses  are 

As    maintenance   of    [way    including 

labor,  salaries,  and  all  expenses  cou- 

nected  with  the  repairdepa'^tmfnt... $116,470  72 

Maintenance  of  machihcry  and  motive 

wJBges  of  engine 


power,  including 

men 

Maintenance  of  cars, 

rial,  labor,  oil,  etc. 
Transportation     expenses 

wages  of  conductors,  agents,  clerks, 

etc 

Incidental 


ncluding  mate- 
including 


123,633  56 
50,597  65 


137,321  15 
9,859  42 


$437,782  50 

Since  the  last  repoh  1,200  tons  of  T  rail  have 
been  laid  down,  and  1 ,800  more  have  l>een  ordered, 
and  are  daily  expectad.  Sixty-four  miles  of  the 
road  now  laid  »ith  a  light  rail,  remain  to  be  pro- 
vided for.  The  removal  ef  40  miles  of  this  rail  is 
recommended  during  the  coming  year. 

The  construction  of  the  depot  at  Savannah  has 
not  advanceti  so  rapidly'  as  was  anticipated.  The 
material  for  the  roof  of  the  engine  house  and  its  ad  • 
jacent buildings  isof  ci»rrugated  iron,  and  as  it  has 
to  be  imported  from  Europe  the  completion  of  this 
portion  of  the  work  capnot  be  hoped  for  under  six 
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months.  The  sum  of  8123,1^.25  has  been  thus 
far  expended  OQ  this  depot.      -  ~  "^  | 

The  Augusta  and  Waynesboro*,  and  Milledge- 
-  Yille  and  G'^rdon  roads  are  in  good  repair.  Invlew 
of  their  completion  and  (hat  of  the  Columbus  rail- 
road, the  purchase  of  14  additional  engines  and'the 
construction  of  six  passenger  and  100  burden  cars 
is  recommended. 

The  through  passengers  for  the  year,  from  Ut 

December,  1851,  to  1st  Dec,  1853,  was: 

Up 8,630 

Doirn 6,747 

Total 15,377 

Way  passengers  for  the  same  period : 

Up 22,530 

Down 21,929 


Total 44,459 

Statement  of  tAe  number  of  bales  of  cotton  transported 

from  lit  Dec,  1851,  to  \st  Dec.  1852. 
Months.  Throus:h.  Way.       Total, 

December.... 27,299      8.706      36,005 

January 24  654      8,701      33  355 

February 20,499      7  503      37  002 

March 24,827      2,909      27,736 

April 15.321        1,119       16.410 

May 7,805        827        8.632 

June 3698         188        3,886 

July 2.644  56        2,700 

August 1,815         137        1,952 

September 3305         993        4,198 

October 17.674      8244      25,919 

November 33  879      9  507       33,386 


Total 183,320     48,880  .231,210 

Statement  of  the  earnings  of  the  road  for  the  year 
just  closed,  compared  with  the  previous  one, 
1851.  1852. 

Upthro'lreight.S247,l34  16  249  933  99 


Up  way 

Down  thro'   ".. 

Down  way    ".. 

Up  thro'  passage 

Up  way       do... 

Down  thro' do. .. 

Down  wav  do... 

U.S.  Mail 26,200  00 


Increase. 

2  799  83 

78  265  20    78,217  16      ♦4,804 

202  011  72  34*404  03  146,392  31 

TJ,l83  7»i    92.908  53     19.725  77 

38,219  85    36.473  41*174,644 

27  954  82    38.918  70     10,963  88 

31.399  55    31212  37       •ISe  18 

23,840  80     34  913  59     11,072  79 

34  496  50      8,296  50 


Tot.  earnings.«748,20786  945,508  28  199,251  08 
Decrease  bro'ght 
down 1,950  06 


Tot.  increase. 

Bales  cotton  thro' 

"        "     way. 


SI 97.300  42 

1 1 1 ,433  00  182,320  00    70,887  00 

39,433  00    48,890  00      9,457  00 


Tot.  bales  cot.  150,866  00  231,210  00    80,344  00 

■•"(.'■■■.  ! 

♦  Decrease.  ! 


Pennajrlraala  Railroad  Stock« 

We  learn  from  the  Pennsylvanian  that,  on  the 
29th  ult.,  the  balance  of  the  stock  of  the  Pennsyl- 
vania railroad,  making  $10,000,000  in  all,  was 
sold  at  par  to  a  commercial  house  in  that  city.  The 
sale  amounted  to  1,250  shares. 

It  must  be  very  gratifying  to  the  stockholders  to 
know  that  the  road  is  in  such  a  prosperous  condi- 
tion as  to  be  able  to  dispose  of  such  a  large  amount 
of  its  stock  at  par. 

This  road  is  one  of  the  greatest  improvements  in 
the  Union,  and,  if  properly  managed,  cannot  fail 
to  be  a  source  of  great  proht  to  the  company. 

Naalk-rille  aud  Her  Railroad*. 

The  people  of  Davidson  (?ounty,  (Nashville,)  are 
to  vote  on  the  15th  January  inst.,  on  the  question 
of  a  county  subscription*  in  the  aggregate  of  Slr 
000,000,  to  the  following  railroads :  for  the  Louis- 
ville and  Nashville  road  $300  000,  Northwestern 
road  SSOOOOO, Tennessee  and  Alabama load  S200,- 
000,  and  Edgefield  and^Kentucky  road  $200,000.— 
These  roads  are  all  to  concentrate  in  Nashville. 


Virginia  and  Tennesae«  Railroad* 

FIFTH    ANNUAL    REPORT    TO   THE    STOCKHOLDERS. 

Gentlemen  :  An  interesting  event  has  caiied  you 
together.  It  has  always  been  to  me  a  source  ot  un- 
affected pleasure,  to  meet  the  stockholders  in  gen- 
eral council,  and  receive  the  aid  ot  their  combined 
wis<lom  in  the  management  of  their  affairs.  In 
discharging  the  duly  of  laying  before  you  a  report 
of  the  transactions  lor  the  past  vear,  I  am  happy  to 
congratulate  you  on  the  favorable  condition  of  the 
company. 

It  will  be  remembered,  in  my  last  report,  it  was 
announced  to  you  that  a  letting  had  been  adver- 
tised to  take  place  at  Wytheville,.of  so  much  ot 
the  work  between  that  point  and  the  Tennessee 
line,  as  the  condition  of  the  finances  would  permit. 
Accordingly,  on  the  12ih  of  December  last,  all  the 
neavy  work  on  that  division,  estimated  at  $220  000 
was  let  to  contractors  ot  responsibility,  on  very  ta- 
vorable  terms ;  ten  per  centum  of  the  amount  ot 
iheir  respective  contracts  being  payable  in  stock  ot 
the  company  at  par.  At  the  same  time  a  contract 
was  concluded  with  David  Graham,  Esq.,  of  Wythe 
couDiy,  10  furnish  ail  the  casiings  required  tor  the 

track,  inducting  turnouts,  bridges, and  other  struc- 
tures OD  the  line  ot  the  road  between  Salem  and 
Wytheville,  to  be  delivered  at  such  times  and 
places  as  may  be  required— to  be  of  the  best  quali 
ty,  and  made  in  the  best  manner,  to  be  inspected  by 
the  company's  agent ;  for  which  he  is  to  receive  2} 
cents  per  pound,  and  to  take  15  per  cent  of  bis  con- 
tract in  the  slock  of  the  comoany  at  par. 

In  accordance  with  the  wish  of  the  stockholders. 
I  attended  the  meeting  of  the  Southwestern  Rail- 
road Convention,  which  assembled  at  New  Orleans 
January  5th,  1852.  Notwithbianding  the  severity 
of  the  season,  which  prevented  many  trom  reach 
ing  the  city,  there  were  in  attendance  more  than 
six  hundred  delegates,  representing  eleven  States 
of  the  south,  southwest  and  west. 

The  session  of  the  convention  was  marked  with 
harmony,  and  a  very  large  amount  ot  information 
essential  to  the  organization  of  a  southern  system 
of  internal  communication,  was  contributed  aud 
diffused. 

The  most  valuable  results  are  already  apparent 
in  the  organization  of  several  important  railroads, 
and  in  the  conceited  impulse  given  to  improve- 
ments in  the  south. 

Without  giving  in  detail  the  proceedings  of  the 
convention,  it  will  be  sufficient  to  state,  that  it  re- 
commended, 

Isi.  The  construction  of  such  improvements  a!^ 
may  be  t-ufficient  to  keep  open  at  all  seasons,  a 
communication  between  New  Orleans  and  the  pro- 
ducing interior,  of  which  that  city  is  the  natural 
market. 

2d.  The  construction  of  railroads  radiating  from 
the  Gulf  and  Atlantic  cities  of  the  southern,  west- 
ern and  southwestern  States. 

3d.  The  construction  ot  a  National  railroad  to 
the  Pacific,  one  branch  of  which  should  terminate 
north,  and  another  south  of  the  mouth  of  the  Ohio 
river. 

The  southern  bran'ih,  apparently  preferred  by 
the  convention,  will  consist  of  certain  railroads, 
commencing  upon  the  Mississippi,  passing  through 
the  States  ot  Arkansas,  Louisiana  and  Texas,  unit- 
ing in  a  common  stem  at  £1  Paso,  and  passing  by 
way  of  the  Gila  river,  or  by  some  line  of  junction 
with  the  National  railroad  to  California. 

4th.  The  route  across  the  Isthmus  of  Tehuante- 
pec  was  recommended  as  the  best  temporary  com- 
munication with  California,  until  the  National 
road  to  the  Pacific  shall  have  been  completed. 

5th.  A  southwestern  National  road  from  Wash- 
ington city  to  New  Orleans,  passing  through  the 
States  of  Virginia,  Tennessee,  Alabama,  Missis- 
sippi and  Louisiana,  constituting  the  shortest  prac- 
ticable line  of  mail  and  travel  transit,  and  consist- 
ing ot  the  following  continuous  sections  now  under 
construction,  to  wit:  the  Richmond  and  Lynch- 
burg railroad,  the  Viiginia  and  Tennessee  railroad, 
the  Georgia  and  Tennessee  railroad,  the  Alabama 
and  Tennessee  railroad,  the  Selma  and  Jackson 
railroad,  the  New  Orleans  and  Nashville  railroad. 

You  will  observe  that  the  Virginia  and  Tennes- 
see railroad  is  included  in  this  proposed  plan  ol 
connection  between  New  Orleans  and  New  York. 
1  am  happy  to  assure  you  that  it  is  regarded  as  a 
most  important  section  by  the  cities  of  New  Or- 


leans and  Mobile,  as  well  as  by  the  interior  inter- 
ests which  directly  or  indirectly  look  to  it  as  their 
thoroughfare  to  the  east. 

This  recognition  will  have  an  important  effect  up- 
on our  interests.  Not  only  will  the  Virginia  and 
Tennessee  railroad  be  regarded  as  the  great  mail 
and  travel  route  between  the  most  important  sec- 
tions and  cities  of  the  southwest,  the  city  of  Wash- 
ington and  the  cities  of  the  north  ;  but,  so  soon  as 
the  Isihmean  crossing  or  National  railroad  recom- 
mended by  the  convention  shall  be  opened,  it  mast 
ilerive  from  the  southwestern  National  road,  or 
Irom  its  connection  with  the  Memphis  and  Ctiarles- 
ton  railroad,  a  large  proportion  of  the  intercourse 
between  Califoinia  and  the  eastern  Atlantic  States. 
We  should  not,  therefore,  in  the  prosecution  ot 
this  work,  lose  sight  of  the  consideration,  that  its 
revenues  will  be  greatly  iu'^rea^ed  by  the  success- 
ful prosecution  of  the  great  southwestern  system  of 
which  it  is  so  important  a  part.  It  will  be,  there- 
tore,  important  that  we  should  maintain  correspon- 
dence and  concert  with  the  various  connecting  sec- 
tions, in  order  that  unifoimity  ot  fare  and  freights, 
and  reciprocity  of  transhipment  charges  shall  be 

provided  Ibrj   so  that   we  may  thus  constitute  one 

great  route  as  to  all  through  eommunicaiion,  leav- 
ing to  each  local  section  the  advantage  to  be  de- 
rived from  the  general  prosperity. 

A  contract  has  been  made  with  Grutwell,  Allies 
&  Co.,  through  their  agent,  Janie.s  Dunlop,  Esq., 
ot  Petersburg,  for  1000  tons  of  iron,  of  the  same 
pattern  and  quality  as  that  heretotore  purchased  of 
them  (xi  rails  60  lbs.  per  lineal  yard)  deliverable 
at  City  Point  or  Burmuda  Hundred;  lor  which 
they  are  to  receive  i37  50  per  ton — the  company 
paying  the  duties  thereon  to  the  U.  S  government, 
(30  per  cent),  making  the  entire  cost  there  $48  75 
per  ton.  A  small  lot  of  40  tons  (same  size)  has 
been  purchased  of  the  Richmond  transportation 
company,  delivered  on  the  Basin  bank  in  Rich- 
mond, at  $40  50  per  ton.  Likewise,  130  tons  have 
t>een  bought  from  the  Petersburg  Insurance  com- 
ny,  and  is  now  being  delivered  in  Richmond  at  the 
price  ol  $41  per  ton. 

These  purchases,  with  the  slock  on  hand,  will 
complete  the  track  to  the  basin  of  the  Alleghany 
Mountains. 

From  the  inadequacy  of  the  capital  stock  to  com- 
plete the  road,  the  board  found  themselves  compel- 
led either  to  allow  the  work  to  be  arrested  in  its 
progress,  or  :c  resort  to  some  system  of  credit  by 
which  it  could  be  prosecuted.  In  this  posiure  of 
affairs,  parties  came  forward  proposing  to  equip 
and  complete  the  road  at  fair  cash  prices,  receiving 
in  payment  therefore  six  per  cent  coupon  bonds  of 
the  company;  the  coupons  payable  in  the  city  of 
New  York,  and  the  principal  payable  in  Lynch- 
burg 20  years  after  date.  These  bonds,  it  was  pro- 
posed, should  be  convertible  into  the  stock  of  the 
company,  at  the  pleasure  of  the  holders,  at  any 
lime  before  the  1st  of  January,  1860;  if  at  the  time 
of  such  application,  there  should  remain  unsub- 
scribed, of  ihe  increased  capital  stock  of  the  com- 
pany, a  sufficient  amount  of  that  stock  to  meet  such 
demand. 

As  this  involved  no  sacrifice  on  the  part  of  tke 
company,  the  board  did  not  hesitate  to  accept  the 
propiositiun.  Accordingly  contracts  have  been  en- 
tered into  with  Messrs.  Charles  Scott  and  Charles 
Coleman,  for  all  the  graduation  and  masonry, 
which  had  not  been  previously  put  under  contract, 
with  Mr.  Francis  Denmead,  for  laying  down  th« 
track,  and  b  tilding  the  superstructure  of  all  the 
bridges  between  Salem  and  the  Tennessee  line; 
and  with  Mr.  F.  B.  Deane,  Jr.,  for  all  the  castings 
necessary  to  complete  the  road,  and  to  furnish  the 
cars  requisite  to  stock  it.  These  contracts  contem- 
plate the  completion  of  the  road  to  the  Tennessee 
line  by  the  1st  ot  January,  1855. 

The  board  deemed  themselves  fortunate  in  being 
able  thus  to  secure  the  early  completion  ot  the 
work,  which  wouldoth^rwise  have  lingered,  await- 
ing the  tardy  action  of  the  legislature  for  the  means 
ot  progress.  When  it  is  remembered,  what  a  large 
sum  would  have  b  en  lying  comparatively  idle  tor 
the  want  ot  the  finishing  contribution,  and  what 
large  benefits  will  be  realized  by  the  stockholders 
as  soon  as  the  road  shall  have  reached  its  destina- 
tion, the  great  value  of  the  arrangement  effected 
by  the  board  must  be  fully  appreciated. 

Inasmuch  as  a  large  amount  of  revenue  will  be 
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derived  Irom  travel,  it  was  believed  expedient  to 
offer  such  facilities  to  stage  lines,  connecting  with 
the  road,  as  to  promote  travel  by  cheapening  the 
cost  and  improving  the  means  ol  conveyance. 
Accordingly,  an  agreement  has  been  entered  into 
with  Messrs.  Wra.  P.  Parish  &  Co.,  by  which  the 
advantage  of  a  through  ticket  is  secured  to  them  ; 
and  they  have  established  cheap  and  expeditious 
lines  of  stages  from  your  road  to  Knoxville,  Tenn., 
and  also  to  the  several  Virginia  Springs,  Charles- 
ton Kanawha  and  Guyandotte.  It  is  confidently 
believed,  that  these  arrangements  will  bring  over 
your  road  a  valuable  travel,  and  add  largely  to  its 
revenue. 

A  contract  has  recently  been  concluded  with  the 
Postotiice  department  for  carrying  the  U.  S.  mails 
daily,  (Sunaays  excepted)  for  which  service  the 
company  is  to  receive  S50  per  mile — one  seventh 
off  (as  is  usual)  for  the  rest  days;  and  a  similar 
contract  has  been  granted  Messrs  Wm.  P.  Parish 
&,  Co.  to  carry  the  mails  by  stages,  from  the  west- 
ern end  of  the  railroad  to  Knoxville,  Tenn. 

It  appears  ibai  the  number  of  shares  htld  by 

others  man  the  State,  now  certified  to  the  Board  ol 
Public  Works,  is  10,1.47.  The  Stale's  subscrip- 
tion, made  in  corresponding  proportion,  to  wii:- 
thrre-filths,  is  15  000  shares — making  together  ol 
capital  stock,  S-.2,5l7,7oO.  Subsequent  subscriptions 
made  by  individuals  and  counties,  on  the  books  oi 
the  company,  not  certified  to  the  Board  of  Public 
Works,  amounting  to  8t30  shares,  will  draw  from 
the  State  its  quota o!  1,3*20  shares;  thus  increasing 
the  capital  stock  of  the  Company  to  the  amoant  ol 
8-220,000. 

It  will  be  borne  in  nind,  at  the  last  annual  meet- 
ing, it  was  reported  to  you  that  there  was  then 
wanting  $131, 100  of  private  subscriptions  to  fill  up 
the  capital  stock  of  the  company.  I  have  now  to 
state,  that  this  amount  has  been  reduced  to  the  small 
sum  ot  $75,000. 

The  balance  reported  in  the  treasury  at  the  last 
annual  meeting  was  $219,098  05 :  amount  received 
in  cash  and  6  per  cent,  bonds,  $1,295,751  91, — 
making  a  gross  sum  of  $1,515,749,  57.  The  dis- 
bursements  of  the  current  year  have  been  $1,350, 
631  63;  ieavir.g  in  the  treasury,  at  the  end  ot  the 
fiscal  year,  (30ih  September)  in  cash  and  6  per 
cent,  bonds,  a  net  balance  ot  $164,917  94. 

The  receipts  from  all  sources,  since  ihe  organi- 
sation of  the  company,  to  30ih  September,  I85i 
have  been  $2,247,844  33.  The  expenditures  during 
same  period,  $2,182,9:^6  39.  Leaving  ol  the  capi- 
tal stock  oulsiandiiig  and  unpaid,  $817,073  61. 
This  outstanding  baldnce,  and  the  amount  already 
provided  for,  by  work  let  to  contract,  payable  in  the 
bonds  of  the  company,  to  wit,  $500,000,  with  the 
revenues  to  be  derived  Irom  transportation,  which 
may  be  safely  estimated  at  $120,000,  making  a 
gross  amount  ol  $1,437,073  61  available  means, 
will  constitute  the  actual  resources,  for  the  wants 
of  the  treasury,  during  the  current  year. 

The  report  of  the  agent  ot  transportation  shews 
that  the  receipts  from  passengers  and  freight  to 
Liberty,  a  distance  of  25  miles,  Irom  the  commence- 
ment, on  the  30ih  March,  till  SOih  June,  (three 
months  )  were  $9,562  93.  On  the  4th  July,  another 
section  of  14  miles  was  opened  to  Buford's  (mak- 
ing in  all  39  miles,)  when  the  receipts  for  the  thret 
months  ending  the  30th  September  were  $14,937 
90 — making  in  the  aggregate,  Irom  th^  commence 
raent,  the  sum  of  $24,500  83.  The  receipts  lor  the 
month  of  October  were  $6,500.  The  transportation 
of  iron  and  timber  lor  the  company's  use,  have  ex- 
ceeded $5  000.  Thus  shewing  the  whole  earnings 
ot  the  road,  for  three  months  on  25  miles,  and  lour 
months  on  39  miles,  to  be  $36,000  83. 

It  is  confidently  believed,  when  opened  to  Salem, 
which  will  be  done  in  a  few  weeks,  the  receipts  for 
transportation  will  exceed  $10,000  per  month. 

During  the  past  year  requisitions  have  been 
made  lor  the  whole  amount  due  from  private  stock- 
holders, in  monthly  instalmenif.  These  requisi- 
tions have  not  been  met  with  their  usual  prompt- 
ness;—consequently,  it  has  been  found  necessary 
to  resort  to  temporary  loans,  as  was  authorised  at 
your  last  meeting,  to  enable  the  company  to  meet 
its  exigencies.  The  interest  charged  to  delinquents 
will  meet  the  expense  of  these  loans. 

With  the  capital  stock  taken  up,  the  company 
will  be  placed  beyond  the  dependance  on  Stale  aid. 
The  entire  grading,  masonry,  bridges,  superstruc- 


ture, and  rolling  stock  are  under  contract,  and  the 
means  provided  to  meet  the  cost,  Por  whatever 
additional  sums  of  money  wliich  the  company  may 
require  to  complete  their  work,  they  will  be  able  lo 
sell  their  bonds,  without  ditiiculiy,  in  the  money 
market,  it  being  now  agreed,  among  capitalists, 
that  when  the  capital  stock  of  a  railroad  company 
is  paid  in  and  expended  on  construction,  and  a  por- 
tion o:  the  road  in  operation,  and  where  the  pro- 
ceeds of  bonds  offered  for  sale,  bona  fide,  are  in- 
tended to  be  expended  in  completing  the  work,  these 
bonds  are  as  safe  securities  as  are  offered  in  the 
money  markets. 

If  the  small  remaining  balance  of  stock  shall  be 
made  up  the  Virginia  and  Tennessee  railroad  will 
be  put  in  a  self-sustaining — an  entirely  independent 
position. 

In  many  of  the  States  railroads  are  constructed 
by  individual  enterprise.  It  would  be  singular,  in 
view  of  their  success,  if  a  road  in  our  State,  com- 
manding a  trade  and  travel  like  that  ot  the  Virginia 
and  Tennessee  Company,  and  with  so  large  a  pro- 
portion of  the  means  necessary  to  its  compleiioo, 

provided,  should  fail  to  complete  its  works  without 
luriber  stale  aid. 

In  obedience  to  the  resolution  adopted  at  your  last 
meeting,  application  was  made  to  tiie  Legislature 
for  such  increase  of  the  capital  stock  as  might  be 
sufficient  to  enable  the  company  to  complete  and 
equip  their  road  to  the  Tennessee  line.  The  com- 
mittee on  internal  improvements  reported  a  bill  to 
the  House  of  Delegates,  increasing  the  capital  ol 
the  Virginia  and  Tennessee  Railroad  Company 
one  million  of  dollars;  when  the  Legislature  deter- 
mined to  hold  an  adjourned  session,  the  whole  sub- 
ject of  internal  improvement  was  postponed  till 
that  period,  and  will  then  come  up  lor  a  lull  con- 
sideration, when,  in  the  opinion  ol  many  members, 
the  State  will  afford  snch  means  to  the  principal 
unfinished  improvements  as  will  ensure  their 
speedy  completion.  The  weightiest  possible  con- 
sideration, indeed,  demand  that  the  execution  ot 
this  great  work  should  not  be  retarded  even  for  a 
''ay.  It  will,  beyond  all  doubt,  when  finished  to 
the  Tennessee  line,  bring  a  revenue  to  the  State 
Treasury,  and  be  a  profitable  investment  to  the 
stockholders.  Passing  through  a  country  ot  exceed- 
ing richness,  agricultural  and  mineral,  it  will 
bring  to  the  cities  ot  Virginia  a  vast  trade.  More- 
over, its  rapid  progress  to  the  Tennessee  line  will 
have  a  stimulating  effect  on  the  improvements  in 
East  Tennessee,  which  are  links  in  the  great  chain 
ot  connection  that  will  unite  the  Virginia  and  Ten- 
nessee road  with  the  Mississippi  at  Memphis.  Un- 
der such  circumstances,  procrastination  would  be 
a  serious  loss,  not  merely  of  money,  but  of  great 
agricultural,  commercial  and  social  advantages. 

In  view,  however,  of  the  uncertainty  attending 
Legislative  action,  and  to  prevent  any  delay  in  the 
early  completion  of  your  improvement,  I  earnestly 
recommend,  that  authority  be  given  to  the  Board  ot 
Directors  to  negotiate  a  loan  of  one  million  of  dol- 
lars, and  that  they  be  empowered  to  execute  a  mort- 
gage or  lien  on  the  whole  property  ot  the  company 
to  secure  its  payment.  It  is  a  sound  rule,  when 
contracting  a  debt,  to  provide  such  means  as  will 
ensure  the  prompt  payment  of  the  interest,  and  a 
gradual  but  certain  extinguishment  of  the  obliga- 
tion. Failing  in  this,  debt  will  enlarge,  interest 
will  augment,  and  no  certain  means  can  be  relied 
on  for  meetiag  engagements.  Credit  is  be«t  main- 
tained when  adequate  provision  is  made  in  due 
lime  lor  liabilities;  and  without  this,  there  is 
danger  of  great  hazard,  and  embarassment  in  your 
finances.       f       <;T 

In  the  discliarge  of  my  official  duty,  the  cardinal 
object  ever  held  in  view,  has  been  rigidly,  without 
tavor  or  affection,  so  to  act  a«  that  injustice  should 
be  done  to  none,  justice  lo  all.  When  evidence  was 
satisfactory,  claims  have  been  promptly  settled 
without  partiality.  A  company  which  is  noi  jasi 
in  its  dealings,  cannot  claim  the  affection  or  res- 
pect of  the  community.  So  far  as  my  feeble  health 
would  permit,  iiie  closest  attention  has  been  paid 
to  the  great  concerns  of  the  company.  I  have  en- 
deavoured to  have  order  and  efficiency  in  all  the 
departments  of  its  service,  accompanied  by  a  rigid 
responsibility  on  the  part  of  receiving  and  disburs- 
ing agents,  and  the  tact  is  gratifying,  thai  in  the 
coileciioo  and  disburaemem  of  itsiuods,  amounting 


to  $2, 182.936  39,   ihtre^  has  not  been  the  loss,  by 
(Ufaidt,  of  a  sing'e  dollar. 

In  closing  this,  my  lasl  annual  report,  I  take  great 
pleasure  in  bearing  testimony  to  the  zeal  and  un- 
tiring devotion,  which  Aas  characterised  the  mem- 
bers of  the  Board,  whi  have  been,  and  are  now 
associated  with  me  in  tarrying  on  your  business. 
Each  one  has  rendered  |Qe  etficieni  aid,  and  I  irnst 
it  will  not  be  regarded  ajs  out  of  place  in  me  to  bear 
this  testimony  thus  publicly.  lu  severing  the  con- 
nection which  has  heretofore  united  us,I  beg  leave 


to  express  my  unabated 
of  the  company,  and  to 


anxiety  for  the  prosperity 
tender  to  each  and  all  of 
you,  th»  assurance  ol  my  ttest  wishes  for  the  suc- 
cess of  your  efforts,  as  ^ell  ol  my  high  respect  and 
esteem. 

All  which  is  most  resbectfully  submitted. 

j  I    O.  G.  Clat,  President. 

Snnbary  and  Erie  Railroad. 

Mr.  Tucker,  Presidei^t  of  Uie  Reading  railroad, 

has  addressed  a  letter  t<i  Mr.  Fulton,  President  of 
the  Sunbury  and  Erie  ra|road,  from  which  we  make 
Che  folly  wing  extracts  :4- 

I  regret  that  my  time  fill  not  enable  me  to  trace 
the  progress  ot  New  York  and  Pniladelphia  from 
the  period  when  the  latter  had  the  ascendan  y  ia 
commerce  and  population.  1  ihinK  that  it  would 
appear  that  the  change  In  the  position  of  the  iwo 
cities  is  to  be  greatly  am  ibuted  to  the  early  connec- 
tion which  New  York  secured  with  the  tiade  ol  ihe 
lakes  by  her  canal,  and  which  has  since  been  per- 
tected  by  her  railroads.  The  growth  of  the  cities, 
towns  and  villages  in  Northern  New  York,  which 
has  been  greatly  inlluenbed  by  these  tacilities  tor 
transportation  and  travell  have  been  most  marvel- 
ous. I  refrain  from  the  comparisoo  with  Northern 
Pennsylvania,  which  is  vjastly  richer  in  win^ro^ and 
agricultural  wealth.  Butjyou  do  noi  desire,  I  know, 
these  generalities,  but  laih-T  my  judgment  upon 
those  points  which  myi  experience  may  be  sup- 
posed to  render  it  ol  vaitle. 

The  city  of  Erie,  in  oir  own  State,  is  admitted 
to  be  the  best  harbor  on  ihe  lakes.  It  is  the  proper 
point  Irom  which  to  base  our  calculations,  as  here 
the  various  lines  of  railroad  div'-rge,  with  their  dif- 
lerent  gauges,  viz:  to  C  iiio  and  the  great  West, 
with  a  gauge  of  four  leet  ten  inches,  to  New  York, 
with  a  gauge  of  six  feet  and  to  Philadelphia,  (lor 
in  the  argument  I  will  issume  the  Sunbury  and 
Erie  railroad  to  be  made,  and  see  what  it  can  do  in 
the  competition  for  the  £  reat  trade  of  the  West,) 
with  a  continuous  gauge  of  four  feet  eight  and  a 
half  inches. 

I  will  now  consider  lh(!  advantages  and  difficul- 
ties of  these  tliree  main  lailroad  routes  from  Erie 
east  ward  : 

1st.     The  New  York  anc  Erie  route. 

Prom  Erie  to  Stale  Liiie,  6  feel  gauge,  19  miles. 

Si^ie  Line  lo  Dundirk     4  leet  10    "    28  " 

Dunkirk  to  Suffeins,        6    "  "  427  "   " 

Sufferns  to  Jersey  City  by  Patterson, 

now  Union,  Road  6  tsct  guage,  32  "      ' 

Jersey  City  to  New  York  by  Ferry,  I  "    ^"r 


Til: 


at 


507  miles. 
State  Line, 


su . 


With    three  tfansfaipmei  ts, 
Dunkirk,  and  Jers-y  C  ty. 

2d.     Buffalo  and  Albany  toute  : 
From  Erie  to  State  Lini,  6  feet  guagr,  19 
State  Line  to  Buffalo,    }  4  feet  10    "     60 
Buffalo  to  Albany,         i  4     "      8j  "  328 
Albany  to  New  York,  (feludson  River 
Railroad,)^  j  '<*    " 

__.  .      .  '  560  miles. 

With  three  transhipmenls,  viz:    at  State   Line 

Buffalo  and  Albany.  ^ 

3d.     Sunbury  and  Erie  rofte: 
Prom  Erie  to  Philadelphia,  4  feet  84 

:e,  the  entirfe  distance,        428  mn«."? 
Irie  lo  Will ifemsport  240  miles. 
Williamsp^ri   to 

Tamaqu^,  90     ••        -'7'' 

"        Tamaqua  to  Philada,  98    •  i-i.utni 
Or  from  Erie  to  Phiiadelpiia,  via  Wil 


inch  gua£ 
Viz  :  from  I 


-•-'■•iHJ 
^      -     , ___,^.-  ■''      ''''>"• 

banna  to  Harrisburg,  br  Harrisburg  *'  "  *^» 
and  Lancaster   and  Columbia  rail- '''>-^  V.^'*  ^ 


liamsport,  thence  down 


roads. 


ji 


the  S  usque- 


i- 
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Or.  from  Erie  to  Harrisburj?,  as  above, 
aoil  Irom  thence  to  Philadelphia, 
through  Reading  by  the  proposed 
Lebanon  Valley  road,  *44  miles. 

The  immense  and  decided  superiority  of  the 
Saobury  and  Erie  route  over  the  others,  in  conse- 
quence of  Us  freedom  from  the  wcessity  of  frequent 
transhipmerUs,  will  not  be  sufficiently  appreciated 
by  thoae  not  familiar  with  railroad  traffic.  A  change 
of  one  ton  of  merchandise  from  one  car  to  another, 
is  about  equal  to  the  cost  of  transporting  it  for  fifty 
miles.  This  may  be  regarded  by  many  who  have 
not  reflected  on  the  subject,  as  an  exaggerated  esti- 
mate, but  it  can  readily  be  veriied.  The  cost  ol 
mere  transportation  is  from  J  to  f  cents  per  ton  per 
mile,  with  orUinary  gradients,  and  varying  as  the 
grades  are  more  or  less  favourable,  which  lor  50 
miles  is  from  25  to  371  cents  per  ton. 

You  will  readily  perceive  that  the  cost  ol  un 
loading  one  ton  of  merchandise  from  a  car,  re- 
moving it  to  another  and  reloading  it,  cannot  be 
much  less,  and  this  independent  of  the  other  con- 
siderations arising  from  the  delay  of  the  cars  and 
of  the  merchandize,  and  the  damage  to  the  latter  by 
the  more  frequent  handling. 

What  then  is  the  distance,  thus  considered,  from 
Erie  to  the  two  great  Atlantic  cities— 
From  Erie  to  New  York,    via  the  New 

York  and  Erie  railroad,  actual  distance  507  miles. 
Add  three  transhipments,  at   50  miles 
each,     -        .  _150    " 

657 

Ditto,  via  the  Albany  and  Buffalo  route  560    * 
Add  three  transhipments,  160    " 

710    " 

From  Erie  ro  Philadelphia,  via  theSunbury  and 
Erie,  Cattawissa,  Little  Schuylkill  and  Reading 
roads,  428  miles. 

It  would  seem  to  be  unnecessary  to  pursue  the 
comparison  lurther,  bnt  there  are  other  important 
advantages  to  which  1  will  briefly  allude. 

The  ascending  and  descending  grades  on  the 
three  routes  arc  as  follows ,  viz  : 

New  York  and  Erie,  i  12,675  feet. 

'   Bufl"alo  and  Albany.  '      '        11,200     " 

Sunburv  and  Erie,  8.560     " 

These  figures  may  slightly  vary  from  exactness, 
but  not  sufficiently  to  affect  results. 

If  we  assume  the  usual  estimate  that  a  rise  and 
fall  of  60  feet  is  equal  to  one  mile  of  distance  on  a 
level,  and  introduce  into  the  calculation  the  equi- 
valent of  increased  distance  for  each  transhipment, 
we  have  the  comparative  total  distance,  actual  and 
equated,  as  follows,  viz; 

New  York  and  Erie  route,        j  868  miles. 

Buffalo  and  Albany,  ;  570    " 

Sunbury  and  Erie.  I     !    .         570    " 

Thus  we  see  that  in  actual  and  equated  distance, 
the  Snnbury  and  Erie  route  has  an  advantage  of 
398  miles,  which  at  the  rate  of  transportation, 
(about  1|  cents  per  ton  per  mile,)  usually  required 
or  moderate  profits,  with  a  large  traffic,  is  equal  to, 
$i,  50  per  ton,  and  a  saving  ol  at  least  30  hours  in 
time. 

I  have  made  these  comparisons,  assuming  that 
the  Cattawissa  route  would  be  adopted,  as  I  learn 
that  this  road  will  be  completed  at  once.  It  is 
comparatively  immaterial  whether  this  line  or  the 
one  to  Harnsbuig  be  selected,  as  the  little  increase 
of  distance  by  the  latter  is  equalized  by  superior 
grades. 

I  learn  that  apprehensions  are  entertained  by 
some  that  the  trade  may  be  diverted  from  Philadel- 
phia, at  Tamaqua,  by  the  projected  road  from  Ta- 
maqua  to  Easton,  and  thence  to  New  York. 

An  investigation  of  this  question  will  show  theite 
resalts,  viz : 

From  Erie  to  Williamsport,  4  feet  8| 

gauge,  240  miles. 

Williamsport  to  Tamaqua,       do.  90    " 

Tamaqua  to  Easton,  60    ■' 

EUwton  to  New  Brunswick,      do.  miles. 
New  Brunswick  to  Jersey  City,  4  feet 

10  inches,  76 


Jersey  City, 


1 


467 


II 


With  two  transhipments,  viz :  at  New  Brunswick 
And  Jcrscv  Oitv. 
Or.  from  Erie  to  Easton,  4  feet  8^  inches 

in  gauge,  390  miles. 

Easton  to  Elizabethport,  84 

Elizabethport  to  New  York  by  steamer,  14 

468    " 

With  one  transhipment  at  Elizabethport. 

Thus  it  appears  that  the  distance  from  Tamaqua 
to  New  York  is  138  miles,  to  which  is  to  be  added 
the  transhipments,  while  from  the  same  point  to 
Philadelphia,  with  infinitely  superior  gradients, 
the  actual  distance  is  but  98  miles,  leaving  40  miles 
in  favor  of  the  latter. 

We  think  our  Philadelphia  friends  could  so  tho- 
roughly convince  themselves  of  the  truth  of  these 
statements,  as  to  take  up  and  construct  the  above 
work.  It  would  certainly  afford  great  relief  to  the 
Press,  which  has  been  teeming  with  argumenu  up- 
on this  subject,  since  railroads  were  first  thought 
of. 

This  road  should  be  built,  and  if  its  managers 
will  place  the  project  in  New  York  hands,  the  stock 
could  be  made  up  in  this  city  in  24  hours,  with  an 
understanding  that  Philadelphia  should  be  equally 
favored  in  its  management,  or  in  other  words,  that 
every  person  using  the  road,  should  have  equal 
freedom  (o  go  to  one  city  or  the  other. 

Mr.  Tucker  is  altogether  out  of  the  way  in  his 
statement  of  the  rise  and  fall  on  the  Buffalo  and 
Albany  line.  From  Lake  Erie  to  the  Hudson,  by 
the  Albany  route,  the  grade  is  descending  or  very 
nearly  level.  In  going  in  an  opposite  direction,  on- 
ly the  natural  inclination  of  the  country  has  to  be 
overcome,  which  amounts  to  about  600  feet.  But 
we  are  willing  to  allow  all  the  advantages  claimed 
if  Philadelphia  wilt  build  the  above  road. 


Or  about  8  per  cent  on  the  aggregate  amount  of 
imports. 

•'    <              COIN  AND  B0LL1ON.  ,      -t     ■  , 

Statement— ExhihiiiDg  the  amount  of  coin  and 
bullion  imported  and  exported  annually,  from  1821 
to  1852  inclusive ;  and  also  the  amount  of  importa- 
tion over  exportation,  and  of  exportation  over  im- 
portation during  the  same  years. 

Year*                                Imported.  Exported. 

1821 $8,064,890  $10,478,059 

1822 3,369,846  10,810,180 

1823 5,097,896  6,378,987 

1824 8,379,835  7,014,552 

1«<25 6,150,765  8,797,055 

1826 6,880,966  4,704,533 

1827 8,151,130  8,014,880 

1828 7,489,741  8,243,476 

1829 7,403,612  4.924,030 

1830 8,155,964  2;i78,773 

1831 7,305,945  9,014,931 

1832 5,907,504  5,656,340 

1833 7,070,368  2,611,701 

1934 17,911.632  2,076,758 

1835 13,131,447  6,477,775 

1836 13,400,881  4,324,336 

1837 10,516,414  5,976,349 

1838 17,747,116  3,508,046 

1939 5,595,176  8,776,743 

1840 8882,813  8,417,014 

1841 4,988,633  10,o34,332 

1842.. 4,087,016  4,813,539 

1843 22,320,335  1,530,791 

1844 5,830,429  5,454,314 

1845 4,070,242  8,606,495 

1846 3,777,732  3,905,268 

1847 24,121,289  1,907,739 

1848 6.360,224  15,841.620 

1849 6,651,240  5,404,648 

1850 4,627,TJ2  7,522,994 

1851 4,967,901  29,231,880 

1752 5,453,592  29.541,391 
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Comaacree  of  tbe  United  8tat«s< 

Statement  showing  the  value  of  imports  and  ex- 
ports each  year,  since  1820,  to  the  present  time. 

Year.                                  Total  Ex-  Total  Im- 
ports, ports. 

1821 64,974,382  62,585,724 

1832 72,156,281  83,241,541 

1823 74,699,030  77,579,267 

1824 75,986,657  80,549,007 

1825 99,535,388  96,340,075 

1826 77,595,322  84,974,477 

1827 82,324,827  79,481,068 

1828 72,264,086  88,509,824 

1829 72,358,671  74,492,527 

1830 73,849,508  70,876,920 

1831 81,310,583  103.191,124 

1832 87,176,943  101,029,266 

1833 90,140,433  108,118,311 

1834 104,336,973  126,521,332 

1835 131,693,577  149,895,742 

1836 128,663,040  189,980,177 

1837 119,419,376  140.980,177 

1838 108,486,616  113.717,404 

1839 121,028,416  162,092,132 

1840 132,085,946  107,141,519 

1841 121,851,803  127,946,177 

1842 104,691,534  100,163,087 

1843* 84,346,480  64.753,799 

1844 111.128,278  108.434,702 

1845 114,646,606  117.254,564 

1846 113.488,516  121,691.797 

1847 158,735,502  146,545.638 

1848 154,033,131  154,998,928 

1849 145,7558-20  147,857,439 

1850 15l,898.7J0  178,136.318 

1851 318,388,011  216,234,932 

1863 209,573,222  212.502.744 


$273,871,366 
252,163,319 


$353,163,319 


$31,708,047  imports  over  ex- 
ports in  32  years. 

It  should  be  noted  that  the  gold  received  from 
California,  which,  prior  to  1850,  had  been  classed 
as  a  foreign  import,  was  in  that  year,  as  it  has  been 
since,  reckoned  as  a  domestic  product.  This  makes 
and  will  continue  to  make,  a  great  difference  in  the 
apparent  results.  For  whereas,  if  California  had 
continued  to  be  a  foreign  country,  the  returns 
would  have  shown  a  constant  and  large  excess  of 
specie  imported  over  specie  exported,— no  "v,  under 
precisely  the  same  state  of  facts  as  to  the  gold 
brought  from  California,  the  figures  show  a  con- 
trary result. 


Excess^of  imports  in  32 
years 


3.546,627,368   3,797,806,597 


$251,179,239 


*  Owing  to  a  change  in  the  termination  of  the 
commercial  year,  only  nine  months  are  incladed  in 
1843. 


OIUo> 

Cincinnati,  HiUsborough  and  Parkersburg  Rail- 
way. — The  middle  division  of  this  railway,  (which 
was  noticed  so  favorably  by  President  Swann  in 
the  late  annual  report  of  the  Baltimore  and  Ohio 
railroad,)  is  now  advertised  for  contract.  The 
Eastern  division,  uniting  at  Parkersbarg  with  the 
rails  running  from  this  city,  will  be  ready  for  con- 
tract early  in  the  Spring,  and  the  whole  will  be  vig- 
orously urged  to  completion,  so  as  to  open  the  line 
through  to  Cincinnati  as  soon  as  the  North  Weil- 
em  Virginia  railway  can  be  finished. 

Sixty  miles  of  this  line  are  now  working  East- 
ward of  Cincinnati,  and  doing  a  very  heavy  busi- 
ness in  freighting  the  peculiar  products  of  Western 
agriculture. 

We  call  the  attention  of  contractors  to  this  line, 
which  is  of  the  greatest  importance  to  Baltimore, 
as  affording  our  great  railway  to  the  West,  iu  short- 
est and  best  passage  across  Southern  Ohio,  to  unite 
with  the  Ohio  and  Mississippi  railroad  at  the  city 
of  Cincinnati. 

The  policy  heretofore  indicated  by  Mr.  Swann, 
is  the  prompt  extension  of  both  the  great  arms  con- 
necting with  Wheeling  and  Parkersburg.  The 
Central  Ohio  road  is  now  under  contract  through- 
out its  entire  length,  and  the  Cincinnati  and  Hills- 
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boro'  road  which  it  is  now  proposed  to  let,  will 
complete  the  Southern  combination.  Baltimore  is 
deeply  interested  in  both  these  great  lines,  and  will 
use  her  best  exertions  to  promote  the  interests  of 
both.  Terminating  on  the  Ohio  river  more  than 
ninety  miles  apart,  they  can  never  stand  in  the  re- 
lation of  rivals;  and  we.confidently  predict  that  the 
day  is  not  distant,  when  both  Wheeling  and  Park- 
ersburg,  will  become  the  centres  of  a  trade  which 
can  hardly  be  estimated  in  its  effect  upon  the  com- 
mercial prosperity  of  the  city  of  Baltimore.— Z/ai- 
timore  Patriot 

JBtna  Safety  Fuse 

rpHIS  Buperior  article  for  igniting  the  charge  in  wet 
1   or  dry  blasting,  made  with  DUPONT'S  best  pow- 
der, it  kept  for  sale  at  the  office  and  depot  of 
REYNOLDS  &  BROTHER, 

H^'So-e  Manufacturers,.^^ 
.  .....        No.  88  Liberty  St. 

v.   trir;-;:         NEW  YORK. 
And  In  the  principal  cities  and  towns  in  the  U.  States. 
rt-  The  Premiam   of  the  AMEJEUCAN  INSTI- 
TUTE WHS  awarded  to  the  Etna  Sqfetv  f^iue  at  the 
Ute  Fair  held!  n  this  city. 
NovaTtMir  -K    ifi4».  Iv 

jc-.,        Gerard  Ralston, 

Si  TOKEN  HOUSE  YARD,  LONDON, 

OFFEBS    HIS    SEBVICES   FOB   THE 

PURCHASE  AND  SALE  OF 
AMERICAN   SECURITliES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Cbairs,  or 

any  kind  of  Machinery. 

REFERENCES : 
Messrs  Palmer,  McKillop,  Dent  &  Co.,  London. 

"       George  Peabodv  &  Co,  London. 

"       Curtis,  Bouve  &  Co,  Boston^ 
Richard  Irvin,  Esq.,  New  York.  „ 

Robert  Ralston,  Esq  ,  Philadelphia. 
C.  C.  Jamieson.  Esq.,  Baliimore.  38 


Railroad  Iron...  i 

ACnnn  tons  HaUroad  Iron,  weighing  about  59 
0\J\J\J  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 
"  Crawshay"  manufa'^ture,  now  on  the  way  from  the 
■hipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,  SANFORD  &  CO., 

No.  31  New  street. 
December  4,  1S52.  4t 

Notice  to  Contractors. 
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Alleghany  Valley  RaUroad  Lettings 

SEALED  Proposals  will  be  received  at  the  Com- 
pany's Office,  in  Fourth  street,  Pittsburg,  until 
the  22nd  day  of  February,  1853,  for  doing  the  Gra- 
ding, Masonry  and  Bridging  on  the  portion  of  said 
road,  between  Pittsburg  and  Kiltaning,  Armstrong 
County,  a  distance  of  42  miles.  The  line  will  be 
divided  into  Sections  ol  about  one  mile  in  length, 
and  bids  may  be  made  for  one  or  more  or  all  af 
said  sections. 

Plans,  Profiles  and  Specifications  will  be  ready 
for  inspection  on  and  after  the  fifth  day  of  Februa- 
ry- 
Proposals  will  be  received  for  the  Grading,  Ma- 
sonry and  bridging,  and  also  for  the  super  structure, 
and  finishing  said  42  miles,  complete,  (except  fur- 
nishing iron.) 

Bids  will  be  received  and  considered,  for  the  en- 
tire work,  (except  furnishing  iron,)  from  Pittsburg 
to  the  New  York  State  line. 

Satisfactory  references  will  be  required  from  bid- 
ders not  personally  known  to  the  Company. 

For  further  information,  application  may  be 
made  personally,  or  by  letter,  to  Hon.  William  P. 
Johnston,  President  of  the  Company,  or  to  George 
R.  Eichbaum,  Esq.,  Associate  Engineer,  or  to  the 
subscriber, 

W.  MILNOR  ROBERTS,  Chief  Engineer. 

By  order  of  the  Board  of  Managers. 

Office  of  the  Alleghany  Valley  Railcoad  Compa- 
ny, PitUburg,  December  QOth,  1863.  .tH  ^  i 


SIMEON  DRAPER,  No.  46  Pine-st.,  offers  for 
sale,  a  variety  of  RAILROAD  BONDS  and 
STOCKS;  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are — 

1st  Mortgage  Convertible — 

7  per  ct.  bonds  of  Canandaigua  and  Corning 

R.R.,  payable  in New  York,  1860 

Do.    Buffalo,  Corning  and  New  York  do 1867 

Do.    Western  Vermont  Railroad do.  1861-71 

Do.    Evansville  and  Illinois do....  1862 

8  do.  Michigan  Central Boston,  1860 

Do.     Peoria  and  Oquawka, New  York,  1862 

1st  Mortgage — 

7  per  ct.  bonds,  Corning  &  Blossburg  do 1871 

Da     Mansfield  and  Sandusky do 1860 

7  per  ct.  Vermont  Valley do i860 

Do.    Troy  and  Bennington Troy,  N.  Y.1861 

Do.    New  Jersey  Central New  York,  1860-70 

Do.    Dauphin  and  Susq.  Coal  Co.  do 1871 

Do.    Brunswick  Canal  Co do 1857 

Also,  second  mortgage  bonds  of  many  of  the  above 

companies,  and— 

7  per  ct.  bonds  Saratoga  and  Wash.  N.  York,  1862 

Do.    Troy  and  Boston do....  1864 

Do.    Muscogee  Railroad Savannah,  1862 

Do.    Huron  and  Oxford N,  York,  1862 

Also,  Georgia  7  per  ct.  State  slocks, 

interest  payable  semi-annually do....  1872 

City  of  Savannah  7  per  cent,  bonds, 

interest  payable  semi-annually do. .  1870-76 

7  per  ct.  bonds  of  the  Town  of  Huron, 

Erie  county,  Ohio do....  1861 

10  per  ct.  City  of  Keokuk,  Iowa,  Keokuk,  1863 

6  per  cent,  City  of  Memphis.. Philadelphia,  1880 
10  per  cent.  City  of  San  Francisco,  San  Fran.  1870 
12  "  '^  Benicia,  California,  N.Y.  1856 
12        "           "        Sacramento,  do.   Sacramento. 

7  per  cent.  Atlantic  Steamship  Co..N.  York,  1855 
12  per  cent.  Imp rovemrnt  Scrip  of  the 

State  of  Wi.<iconsin  for  improve- 
ment of  Fox  River do 1862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  and  one  half  surplus  profits 
of  this  and  Rutland  and  Wash.  R.  R. 

Rutland  and  Whitehall  Stock,  with  guarantee  of 
4  per  ct.  div'd  by  Saratoga  and  Washington  R.  R. 
Also,  Stock  of  the  Cambria  Iron  Company. 

Stock  in  the  Western  Vermont  R.  R.  Co. 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Southern  Bank  of  Kentucky. 
Stock  in  the  Mechanic's  Bank  of  N.  Y. 
Stock  in  the  East  River  if  surauce  Co. 


The  Cold  Spring  Iron  Works, 

INCORPORATED  IN  1848. 

TN  the  Town  of  Otis.  County  Berkshire,  Massachu- 
setts, manufactures  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manufacture  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IROIN  of 
all  descriptions.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  betng 
situated  in  a  region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equal, 
if  not  superior,  in  quality  and  finish  tu  any  in  the 
market.  They  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  be  promptly  attended  to  :  and  execut- 
ed on  terms  as  advantageous  as  can  be  had  elsewhere 

Thev  refer  to^ 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail 

road,  Salem,  Mass. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  Wetherell,  Car  Builder. 

Address  HENRY  MELLUS,  Agent, 
■*"  l-  Boston,  Mass 

or,  GEO.  W.  PRESCOTT,  Sup't. 

Otis,  Mass. 
November,  12,  1862.  ly 


The  Cambria ;  Iron  Company, 

ORGANIZED  under! the  laws  of  Pennsylvania, 
with  a  capital  of  Stt  ,000,000,  propose  embark- 
ing in  the  manufacture  lot  Railroad  Iron,  at  Johns- " 
town,  Pennsylvania.  The  location  they  have  se- 
cured offers  advantages;  superior,  it  is  confidently 
believed,  to  any  othei  id  this  country.  Iron  Ores, 
semi-bituminous  Coal,  limestone,  and  nearly  erery 
article  required  for  the  Manufacture  of  Iron,  exist, 
in  inexhaustible  quantises,  on  the  spot ;  and  these 
deposits  are  now  worketi.  and  the  minerals  deliv- 
ered, cheaper  than  at  any  other  known  point  now 
occupied  for  the  manufacture  of  Iron.  The  Penn- 
sylvania Canal  and  Ceiltral  Railroad  pass  through 
t&e  property,  and  cross  ^ach  other  at  the  spot  where 
the  mineral  veins  are  mjost  thoroughly  opened  out ; 
and  which  location,  for  |ts  other  advantages  for  fa- 
cility of  manufacturing!  ^^^  vicinity  to  a  populous 
borough,  has  been  selected  for  the  establishment  of 
Railroad  Iron  Works,  add  for  the  erection  of  other 
Blast  Furnaces,  in  addition  to  those  now  in  opera- 
tion. ' 

The  attention  of  capitalists  disposed  to  embark 
in  an  enterprise  which  ojffers  a  remunerating  profit, 
even  on  the  low  prices  jof  iron  current  before  the 
rise  of  the  last  six  montos,  and  which  promises  to 
be  very  lucrative  while  iinything  like  present  rates 
prevail,  and  also  of  Railroad-  Companies  desirous 
of  making  arrangements  fur  Iron  Rails  to  be  deliv- 
ered in  1853,  is  called  t0this  enterprise. 

Out  of  the  capiul  iamed  above,  the  sam  ot 
8360,000  has  been  devoted  to  the  purchase  of  about 
30,000  acres  of  land,  upi>n  which  there  are  six  blast 
furnaces,  which  cost,  intludrng  the  personal  pro(>- 
erty  accompany  them,  $350,000.  Three  of  these 
furnaces  are  now  in  successful  operation,  and  by 
next  spring,  with  an  oi^tlay  of  about  $6,000,  the 
other  three  can  go  into!  blast;  and  at  the  present 
price  of  pig  iron,  these  six  charcoal  furnaces  would 
realise  a  net  profit  of  six  per  cent  on  91)000,000 
capital. 

The  company  conteniplate  erecting  four  more 
blast  furnaces,  iot  smelling  with  coke  the  iron  ores 
at  Johnstown,  and  also  iworks  for  manufacturing 
railroad  iron.^  To  do  this,  they  will  require  sub- 
scriptions in  in  to  the  atiount  of  $600,000,  and  to 
carry  on  most  profitably  the  manufacture  and  dis- 
posal ot  rails,  the  whole^  chartered  capital  sbonld 
be  raised.  Subscriptioit  lists,  providing  that  no 
subscription  shall  be  binding  unless  bonaJUU  sub- 
scribers for  the  amount  of  $600,000  are  obtained 
by  the  1st  January  next,  and  pamphlets  descriptive 
of  the  advantages  of  the  locality  and  estimates  of 
costs,  can  be  bad  of  the  indersigned. 

D.  M.  WILSON,  Newark, 

EDWARD  F.  GRANT,  New  York,        * 

SAMUEL  H.  JONES,  Philadelphia. 

JOHN  HARTSliORN,  Boston, 

T.  F.  SECOR,  New  York, 

G.  S.  KING,  Johnstown,  .     V. 

P.  SHOENBUGEK.  Pittsburg. 

RHEY,  MATHHlWS  &  CO.,  Pittsbur?, 
or  at  the  office  ot  tiie  Provisional  Committee,  at 
SIMEON  DRAPER'S,  46  PJur  st. 
The  subscriber  is  prepared  to  enter  into  contiacta 
to  deliver  RAILROAD  JRON  to   Companies  re- 
quiring it  in  1853.  [    SIMEON  DRAPER. 


Railroad  Iron. 

P\(\[\r\  TONS,  weighing  about  65  lbs.  per  yard, 
tJ\J\J\J  now  on  the  way  from  Great  Britain  to 
New  Orleans,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  &  CO., 

No.  61  New  street. 
December  4, 1852.      '•':  '"^  4t 
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Tons  Fishki 
reasonable  te 
tons  Fishkill  Hematite 
keepsie  or  New  York, 
seen  at  the  store  of  Mess 
No.  62  Water  st.,  New 


UC 


July  10, 1851. 


n. 

Charcoal  Iron  for  sale  oa 
ms,  also  from  1000  to  5000 
re — delivered  at  Pough- 
>amples  of  the  ore  may  be 
Hoffman,  Bailey  &.  Co., 
ork.     Enquire  by  letter  to 
NORMAN  M.  FINLAY, 
Poughkeepsie,  Dutchess  county,  N.  Y. 


A.  WMtntey  &  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chilled  Railroad  Whsel*- 
for  Cars  and  Locomotives.    Also  fumi»h  Wheels 
fitted  complete  on  best  English  and  American  RoUsd 
and  American  Hammered  Axles.  31tf 


Fire  Bricks. 

SCOTCH  Patent— for  s^e  in  lots  to  suit  purchas- 
ers, by  G.lO.  ROBERTSON, 
136  Water  btreet,  comer  of  Pine, 
November  19, 18S2.  New  York. 
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Volcano  Q^uartz  Mining  Co. 

•    ■-'  —  TOLCANOVILLE,  EL  DORADO   COUNTT,    '.     1 

CALIFORNIA.  ' 

BOOKS  for  subscription  to  «75,000  of  the  stock 
ol  Ibis  corapauy  are  now  open  at  the  odice  ol 
Uie  company,  78  Broadway,  New  York. 

The  uocumaaooly  rich  claims  of  tbis  compaQy 
hold  out  inducemenis,  to  those  who  are  disposed  to 
invest  capital  in  quartz  mining  in  California,  not 
surpds.seil,  if,  iadted,  equaled,  by  those  of  any  other 
company  in  that  state. 

Tne  extraordinary  richness  of  our  quartz,  as  was 
witnessed  by  thousands  at  the  late  I-'air  of  t/u  Am- 
^ican  InslUute,  and  the  extent  of  our  claims,  toge- 
ther with  the  peculiarly  lavorable  location  lor  econ- 
omical working  upon  a  large  scale,  will  ensure 
the  most  ample  and  satisfaclory  returns  upon  the  in- 
vestment. 

it  is  well  understood  by  practical  men  that,  with 
machiuery  woiking  twenty  tons  ol  qoariz,  paying 
two  cents  per  lb.,  large  protits  will  be  realized  upon 
each  day's  work.  It  is  the  intention  of  the  compa- 
ny to  obtain  machinery  sufficient  to  vork  Ji/li/  tons 
per  day,  and  to  worK  it  in  the  most 'economical 
manner,  by  which  they  leel  confident  of  being  able, 
from  their  stock  which  will  yield  Irom  two  cents  to 
twtiUy  dollars  to  the  lb.,  to  make  returns  to  their 
sharetiolders  which  will  not  only  satisly,  but  sur- 
prise them. 

It  will  be  seen,  by  reading  the  pamphlet,  con- 
taiaiog  the  charte" ,  the  laws  of  Calilbrnia,  and  lite 
details  ol  our  plans  of  operation,  that  our  estimates 
•re  based  upou  two  cents  per  lb.,  and  the  expenses 
ol  working  the  mill  are  but,  at  present  high.prices 
for  labor,  while  it  is  well  known  to  ail  wuo  redeci 
upon  the  matter  that,  as  the  cost  of  labor  shall  be 
reduced,  the  income  will  be  materially  enhanced. 

li  we  work  40  tons  per  aay,  and  yet  two  cents  per 
lb.,  it  will  yield  Slti,  while  three,  four,  or  five  cents 
per  lb.,  would  give  a  proportionate  increase  ot  re- 
ceipts, the  expenses  of  working  the  mill  would  not 
be  increased  a  dollar,  and  will  be  lesit  than  $47U  a 
day. 

Subscriptions  can  be  made  by  mail,  enclosing, 
ten  per  cent  on  the  amount,  of  the  balance,  twenty 
per  cent  to  be  paid  on  the  '^th  of  Nov.  iust.,  ana 
teventy  per  cent  on  the  2Ulhday  of  December  next, 
when  certificates  of  stock  will  be  issued. 

Pamphlets,  containing  the  statute  of  Calitornia 
in  relation  to  corpoi atious,  the  rules  and  regulations 
of  our  locality,  the  charter  and  by-laws  oi  the  Co., 
together  with  much  other  interesting  and  useful 
matiei,  including  a  map  of  a  portion  of  the  north- 
ern mining  regions  may  be  bad  gratis  at  the  othce 
of  the  company.  No.  7b  Broadway,  or  by  mail  oa 
•pplic«IM>0,  (postage  paid.) 

jBld^.      TRIISTEES  OR  DIRECTORS.  I 

NICHOLAS  DEAN, 
ROBERT  M.  STRATTON, 
NATHANIEL  CONKUNG, 
D.  K.  MINOR, 
JOBS.  HEARN,  -1 

SUMNER  WHITNEY, 
BENJAMIN  C.  DONNELLAN, 

JAMES  CLOWDSLEY   ,v 
JAMfiS,ALLEN,  *  '     ' 

'•-;:•   i^^  D.  K.  MINOR.'President, 

James  Clowdsley,  Vice  President 

Nicholas  Dean,  Treasurer. 

Nathaniel  Conkl:no,  Secretary. 

New  YorK,  Oct.  25,  1852. 


>  of  New  York, 
of  California. 


To  Railroad  Co^s,  Locomotive 
Builders  and  Engineers. 

THE  imdersigned  having  taken  ;hc  Agency  of  Ash- 
croft'a  Steam  Gteuge,  would  recommend  their 
adoption  by  those  interest^].  They  have  been  exten- 
sively used  on  Railro«ulB,  Steamers  and  Stationary 
Boi'ers,  where,  from  their  accuracy,  simplicity,  and 
non-liaoility  to  derangement,  they  have  given  peneci 
satisfaction.  In  fact,  for  Locomoiives,  they  are  the 
only  reliable  Gauge  yet  introduced. 
*    _  CHAS.  W,  COPELAND, 

-  J  '  '^7nsulting  Engineer,  64  Broadway. 

l>udiey  a.  Fuller  &  Co., 

IRON   COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
ITBW  YORK, 


^  .••<  Vfii/i 
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To  Railroad  Contractors. 


^EALED  PK.UPUSALS,  auaressed  to  eiiiier  ol 
O  the  undersigned,  will  be  received  at  Uillsbo 
rough.  Highland  county,  Ohio,  until  the  1st  day  ol 
February  next,  at  noon. 

For  the  Graduation  and  Masonry  of  the  Middle 
Division  of  the  Cincinnati,  Hillsborough  and  Park- 
ersbugh  Railway,  extending  Irom  Hillsborough, 
Highland  county,  to  a  point  near  Jackson,  Jackson 
couuly,  Ohio,  about  50  miles. 

The  line  will  be  ready  for  examination  early  in 
January,  and  Profiles  and  Specifications  of  the 
work  win  be  exhibited  at  the  Engineer's  office,  in 
Hillsborough,  lor  one  week  prior  to  the  1st  day  ol 
February. 

This  Railway  forms  the  recognized  continuation 
across  Ohio,  ot  the  Baltimore  and  Ohio,  and  North 
Western  Virginia  Railways,  and  being  located  as 
a  link,  in  the  great  through  line  between  Baltimore 
and  St.  Louis,  will  be  found  in  every  way  worthy 
of  the  attention  ol  able  and  enterprising  contract- 
ors. 

The  remainder  of  the  line  to  the  Ohio  river  will 
be  ready  tor  contract  about  the  1st  day  of  May 
next.  JAMES  M.  TRIMBLE,  President. 

Elwood  Morris,  Chiel  Engineer. 

Notice  to  Contractors. 

mmmm 


OHlU  AJSU  iVllcibloaiPPl  KAILUUAD, 

FROM  CINCINNATI  TO  ST.  LOUIS. 


SEALED  PROPOSALS  will  be  received  at  the 
Oflice  ol  the  Company,  in  the  City  of  Cincm- 
nait,  until  Thursday,  tne  Sixth  day  of  Janicary  next, 
lor  the  Grading,  Masonry  and  Bridging  of  115 
miles  of  the  Ohio  and  Mississippi  Railroad,  ex- 
tending Irom  the  intersection  with  the  Jefierson- 
ville  and  Columbus  Railroad,  in  Jackson  county, 
to  Vincennes,  in  Knox  Co.,  Indiana,  comprising 
all  the  work  on  the  I'oad  not  at  present  under  Con- 
tract. 

The  above  contains  a  large  amount  ol  heavy 
work,  including  two  Tunnels  and  five  large  Bridg- 
es. 

Profiles,  Plans  and  Specifications  will  be  exhibit- 
ed on  and  after  the  20(h  inst.,  at  the  office  in  Cin- 
cinnati, tor  the  entire  line,  and  in  Vernon  and  Vin- 
cennes tor  the  respective  divisions,  and  ail  neces- 
sary information  will  be  given  by  Mr.  D.  Harden, 
bergh  and  Mr.  N.  A.  Gurney,  Division  Engineers 
on  the  line. 

The  right  is  reserved  of  accepting  such  proposals 
as  shall  be  deemed  best  calculated  to  secure  the 
prompt  and  faithful  execuiion  of  the  work.  Con- 
tractors will  be  required  to  commence  work  imme- 
diately. 

Proposals  will  also  be  received  at  the  same  time 
aud  place,  for  the  furnishing  and  delivery  ot  the 
Cross  Ties  required  between  Aurora  and  Vincen- 
nes, ahd  laying  Track  from  Cincinnati  to  Vincen- 
nes. 

O.  M.  MITCHEL,  Contviting  Eng .  <f.  ComW. 
DANIEL  MORTON,  Chief  Engineer. 

H.  C.  SEYMOUR  <fc  COxVlPANY. 

Cincinnati,  Dec.  XQth.,  1852. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hsreby  cautioned  against  purchasing  Ricn- 
ardson  s  Patent  Oil  Cups,  or  therignt  to  use  the  same, 
except  of  th«  undersigned.  Proprietor  of  the  Patent, 
or  of  some  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westminster,  Vt.,  will 
bepr.'mptly  attended  to.  E.  DbWOLF,  Jr. 

Oct.  2.  1852.        ly« 


To  ClYll  Engineers  and 
isurveyors. 

A  CIVIL  ENGINEER  and  Surveyor  of  very 
great  experience  in  every  detail  of  loncating 
designing  and  constructing  Public  Works,  especi 
ally  Railroads,  is  desirous  of  a  situation,  he  ha^ 
been  engaged  practically  for  the  past  sixteen  years, 
and  can  produce  the  most  satisfactory  testimonials. 
Address  D.  F.  care  of  Geo.  Gilchrist 
1  m-63  433  Washinjion-st,  N.  V. 


$200,000 


SEVEN  PER  CENT. 
convertible  bonds  of 
me  NEW-CASTLE  and  RICHMOND  RAIL- 
ROAD.—The  undersigned  offer  for  sale  TWO 
HUNDRED  SEVEN  PER  CENT  CONVER- 
TIBLE BONDS  for  31,000  each,  of  the  NEW- 
CASTLE and  RICHMOx>fD  RAILROAD  COM- 
PANY, with  Interest  Coupons  attached,  payable 
semi-annually  at  the  office  of  the  Ohio  Lite  Insu- 
rance and  Trust  Company,  in  New  York.  The 
Bonds  are  payable  at  the  same  place  in  fifteen  years 
and  are  conveitible  into  the  stock  of  the  company 
within  five  years. 

These  Bonds  are  secured  by  a  mortgage  execu- 
ted by  the  Company  to  George  Carlisle,  of  Cin- 
cinnati, and  Joseph  B.  Varnum  of  New  York, 
Trustees  of  the  road  from  Richmond  in  Wayne 
County,  to  New-Castie  in  Henry  County,  includ* 
ing  the  superstructure,  iron  rails,  depots,  tolls,  pri- 
viFeges  and  franchises  of  the  Company.  This 
mortgage  is  the  FIRST  AND  ONLY  LIEN  upon 
this  section  of  the  Road,  which  is  a  part  of  the 
great  Trunk  Railroad  from  Cincinnati  to  Chicago. 

The  New-Castle  and  Richmond  Railroad  extends 
from  Richmond  to  Logansport,  103  miles,  the 
whole  of  which  is  under  contract,  aud  about  one 
thousand  hands  are  now  employed  on  the  road. 

The  total  amount  of  stock  subscribed  upon  the 
wholo  road  is  8509,400.  The  stock  applicable  to 
the  cunstruction  ol  the  road  Irom  Richmond  to  New 
Castle  is  S25U,900. 

This  railroad  passes  through  the  most  fertile, 
populous  and  highly  improved  part  of  Ohio  and 
Indiana,  and  it  must  become  the  great  route  for 
freight  and  travel  between  Cincinnati  and  Chicago 
and  the  Northwest. 

The  local  business  alone  would  be  sufficient  to 
make  the  road  profitable.  The  counties  of  Indiana 
through  which  it  runs  produce  annually  more  than 
two  millions  of  bushels  of  wheat,  five  millions  of 
bushels  of  corn,  one  hundred  and  fifty  thousand 
hogs,  and  fifteen  thousand  cattle,  a  large  part  of 
which  must  be  transported  to  market  on  this  road. 

The  iron  rails  for  more  than  fifty  miles  qI  the 
road  have  been  purchased.  Ten  miles  of  the  road, 
from  Richmond  to  Washington,  will  be  completetf 
and  In  operation  in  November  next,  which  wiL 
make  a  continuous  railroad  of  about  70  miles  frooa 
Cincinnati,  by  wa}'  of  Hamilton,  Eaton  and  Rich* 
mond. 

The  holders  of  the  bonds  will  have  for  ther  secu- 
rity the  obligations  of  the  company,  with  subscrip- 
tions of  stock  to  the  amount  of  rnore  than  half  a 
million  ot  dollars,  and  a  mortgage  opon  the  road 
from  Richmond  to  New  Castle,  with  the  iron  rails, 
superstructure,  tolls  and  franchise.s  of  the  company , 

CARPENTER  «&  VERMILYE,  44  Wall-st. 
CAMMANN  WHITEHCUSE&.C0.  5fi  Wall-st. 


LOW  MOOR  AXLES, 

ASUPERI'-R  Article  tor  Railroad  ^^ars^suppUc 
by  the  Manufacturers'  Agent- WM. 
LANG,  9  Liberty  Square',  Boston. 


supplied 
BAILEY 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
Sole  Aeent  in  the  United  States  and  Canadaa 
for  the  Low  Moor  Iron  Co.,  is  prepared  t<>  receive  or'> 
ders  for  this  justly  celebrated  Iron,  and  oflbrs  for  sale 
an  astortment  of  the  Round  sizes  which  be  now  has 
n  store,  and  which  for  strength,  soundness  and  uni- 
orm  <|i>ali'y,  sunds  wi'hout  a  rival. 


Superior  Cast  Iron   Gas  and 
Water  Pipes* 

THE  Subscriber  is  prepared  to  contract  fbr  the  sui^' 
ply  of  CAST  IRON  PIPES  required  by  Oasiior 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  on  reason->ble  terms.  These 
Pipes  are  cast  on  the  most  improved  principle  by  tfto 
best  Founders  in  Scotland,  from  a  8up<irior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  \n  the  square  inch,  or  greater  if  n-*ces- 
sary,  and  to  be  soft  enough  to  drill  easily  and  freely. 
Pull  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
be  obtained  on  application  'o  the  Agent  in  New  Y  ork. 
WILLIAM  HOY,  Junr, 
21  Renfield  St.,  Glasgow, 

Scotland;    -^ 
J.  M.  SADIE,  Agent, 

16  Front  «t.,  N«w  Vorli.  IflQ     <« 
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AMERICM   RAILROAD  JOCRNAL. 

STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 
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HENRY  V.  POOR,  Editor. 
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PRINCIPAL    COXTlSMTSt 


PcBLisHBo  BY  J.  H.  ScHULTZ  &  Co.,  136  Nabbad  8T.  I  the  County  of  Was-hington  voted  to  subscribe  SoO, 

000  to  the  Mock  of  the  companj'.  Offers  have  been 
made  for  the  purchase  of  ihe  County  bonds  to  bt 
issued  under  this  vote  by  citizens  of  ihe  State. 

The  cost  of  grading,  bridging  and  masonry  'm 
put  down  by  the  enginceer  ai  the  maximum  costol 
8850,000.  Thus  far  the  worif  has_progres«ed  with 
in  his  estimates.  The  meant>  lor  the  completion  ol 
the  work  on  which  the  company  can  tely  are  em- 
braced in  the  following  table. 

Private  subscription,  good S309,800  00 

"  "        doubtlul 54  000  <(• 

Washington  county  subscription 50,000  OC 

Stock  in  contracts  already  made  am- 
ounting to  about 234,S21  DC 

Siock  of  E.  T.  R.  R.  Co.,  yet  debited 
with  about 211,300  00 

State  bonds  of  the  state  of  Tennessee..    300.000  Ot 

Premium  received  on  state  bonds  so :d.     13,578  84 

Interest  received  on  state  bonds  when 
sold 3C30  81 

Supposed  premium  on  the  remainder  ot 
state  bonds 10,720  00 

To  this  may  be  added  20  per  cent  on 
the  bridges  payable  on  stock  bonds, 
which  may  be  about 4,000  00 

33i  per  cent  offered  to  be  taken  in 
bonds  for  grading  from  McBee's  to 
Knoxville 15,000  00 


East  Tennessee  and  Virginia  Railroad 17 

Great  Central  Six  feet  Gauge  Railroad 30,  18 

General  Railroad  Law  of  Indiana 18 

Ohio  and  Indiana  Railroad 24,21 

Journal  of  Railroad  Law 22 

Railroads  of  Canada 22 

Ohio  Railroad  Bonf^s 23 

Lake  Ontario  and  N.  Y.  City  Railroad 2S 

Stock  and  Money  Market 21 

Railroads  in  the  U.  S.  Jan.  1,  1853 20 

R.iilroad  Iron  at  Cleveland 29 

Wi.liamsport  and  Eimira  Railroad 2J> 

Cocheco  Railroad 29 

Syracuse  and  Binghamton  Railroad 29 

Louisville  and  Covington  Railroad 29 

Little  Miami  Railroad 30 

Useful  Apparatus  for  Railroads 30 

Indiana  Railroads [3^ 


American  Railroad  Joarnal. 

Saturday,  January  8,  1853* 


TenncBsee. 

East  Ttniussee  and  Virginia  Railroad. — The  re- 
poru  ot  the  otficers  of  this  company  have  been  re- 
ceived presenting  a  summary  of  the  condition  ol 
theenterpjise  at  the  close  of  the  last  year,  The 
report  ot  the  President,  Samuel  B.  Cunningham 
Esq.,  states  that  the  application  of  the  company  to 
the  Legislature  of  Tennessee  had  been  entirely 
snccesslul.  That  body  having  not  only  authorized 
the  Governor  to  issue  Bonds  of  the  State  to  the  a- 
mountof  $8,000  per  mile  for  purchasing  iron  and 
equipment  as  fast  as  the  road  is  graded,  in  common 
with  the  other  leading  roads  in  the  State,  but  also 
granted  an  extraordinary  appropriation  of  S300,000 
for  bridging  and  masonry.  In  pursuance  of  the 
Acts  granting  this  State  aid  a  canvass  of  the  entire 
stock  list  was  made  which  resulted  in  the  return  ol 
S308,C00  of  the  individual  subscriptions  as  undoubt- 
edly good  and  054,000  were  considered  doubtful, 
though  of  these  latter  a  number  have  since  met 
their  calls.  The  necessary  certificates  havitg 
been  made  out  at  the  April  session,  the  Bonds  of  the 
State  ot  Tennessee  to  the  amount  of  §300,000  were 
handed  over  to  the  agents  olthe  company,  of  these 
bonds  $156,000  were  satisfactorily  negotiated  in 
New  Yoik  by  Geu.  Jackson  who  visited  that  citj 
lor  the  purpose.  Ten  thousand  dollars  were  pre- 
viously disposed  of  in  Tennessee.    In  August  last 


•     -  $1,206,850  65 

In  addition  to  these  there  are  other  resources  to 
b;  depended  on.  One  million  and  lorty  thousand 
dollars  are  appropriated  for  the  iron  and  equipment 
of  the  road,  supposing  its  length  to  be  130  miles. 
So  large  a  contract  warrants  the  calculation  in  tht 
opinion  of  the  president  that  the  manufacturer  or 
his  agent  will  take  paymet:t  by  subscribing  to  the 
stock  to  the  amount  of  at  least  20  per  cent,  which 
would  be  equal  to  $208,000.  In  addition  to  this,  re- 
liance can  be  placed  in  an  issue  of  bonds  or  an  ap- 
propriation ot  the  profits  in  case  a  large  portion  0: 
thft  road  is  put  in  operation,  to  complete  the  remain- 
der. 

County  subscriptions  are  strongly  urged  to  aid  in 
the  erection  of  depots,  station  houses,  cars,  shops, 
e:c.,  as  by  such  a  policy  the  stock  oi'the  company, 
and  the  direction  and  management  ol  the  road  will 
je  secured  within  the  state.  la  case  of  the  retusai 
of  the  counties  to  take  stock,  an  issue  of  bonds  con- 
vertible into  stock,  will  unquestionably  secure  ali 
the  money  needed. 

The  board  have  now  let  to  contractors  all  the 
road  from  the  Virginia  line  on  the  ea»t  to  McBee'b 


Ferry,  the  grading  as  well  as  bridges,  to  be  finished 
by  July  '54.  Many  of  the  contractors  are  now  at 
woik  and  others  ready  to  :ommence.  This  com- 
prises about  115  miles,  and  leaves  only  about  15 
miles  between  MeBee's  Ftrry  and  the  termination 
of  the  east  Tennessee  and  jreorcia  road  to  fill  out, 

A  resolution  has  also  passed  to  let  out  the  span 
between  McBee's  and  Kn<nville  by  the  27th  Dec. 
last.  The  road,  it  is  belies  ed  will  be  ready  for  the 
iron  as  soon  as  either  i^f  thi  \  approaching  rotds  caa 
make  connnections  with  it        j  ,    .        ' 

The  report  concludes  wi  h  a  flcfrince  of  the  poli- 
cy pursued  by  the  companj  in  letting  out  the  work 
in  detached  sections,  there  being  no  finished  ro^d 
or  commercial  city  at  either  terminus  to  get  the 
iron  and  equipments  for  thfToad.  The  road  was 
:ommenced  relying  on  the  uncertain  navigation  of 
.he  Holston  until  the  completfon  ot  the  East  Ten^ 
lessee  and  Georgia  road.  jThe  rapid  advance  of 
the  Virginia  and  Tennessee  road,  and  the  action 
of  the  Legislature  howeverJso  entirely  changed  the 
conditioa  of  the  company  inat  the  speedy  gradua- 
tion of  the  whole  line  was  s  touce  undertaken. 

The  iollowing  statemen    taken  from  the  report 
of  the  treasurer  exhibiu  th;  financial  condition  of 
he  company  on  the  9ih  Noir.,  1852: 
Balance  due  from   indivicual  stock- 


holders  

"      due  trom  Washington  Co. 
"      due  from  East  Ten 
Amount  paid  tor  engineehng,  land- 

damages-  salaries,  etc. 
Graduation,  masonry  and  bridging. 
Cash  and  bonds 


Capital  stock  subscribed . , 
Bonds  issued,  redeemable  in 
Premiums  on  bonds  sold.. 
Interest 


Bonds  of  the  State  of  Tennessee 300  000  00 


$317,741  9C 
50U0O 
R.  R.  Co.  211,300 


24  523  C7 

43,225  GO 

314,381  72 


I- 


stock.. 


$961,172  95 
.    (>25,U00 
1 1 ,475 
.      13,579  66 
2tJ2  32 


Amount  to  credit  of  sundry 


[lersons.. 


Per  centage  retained  on  woi  k 6,823  65 


1  •  $%L172  95 
We  learn  from  the  report  of  the  Chief  engineer, 
Lloyd  Tilghman,  Esq.,  thai  the  graduation  on  9 
ections  of  the  road  to  the  own  of  New  Market, 
has  been  completed  in  a  salstantial  mancer.  Tte 
contracts  trom  King's  Meadow  to  near  the  town  of 
Jonesborough  are  in  active  progress.  The  stone 
work  on  the  bridges  crossing  the  Uolstoa,  Wauu- 
?a.  Lick  Creek  and  lower  EJolston,  has  been  let  t» 
able  and  experienced  coolrs  ;U>ri^  aod  are  adraa^ 


1.231  32 
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ing  rapioly.  'J  he  briuge  over  ihe  Holston  has 
been  arranged  so  as  not  to  interfere  in  any  way 
■with  the  passage  of  steainboat«,  a  clear  water  way 
of62leet  above  dead  low  water  having  been  given, 
more  than  suffioient  to  pass  any  lioat  that  has  yei 
attempted  to  navigate  that  portion  ol  the  stream. 

The  Chief  Ei:gineer  is  confident  that  the  cost  ol 
the  entire  road  will  fall  within  the  original  esti- 
mate, and  the  total  distance  will  be  materially  re- 
duced. It  is  recommended  to  procure  at  once  a  re- 
linquishment in  lavor  of  the  company  of  the  right 
of  way,  Mr.  T.  also  advises  that  a  portion  of  the 
rolling  stock  be  at  once  ordered,  and  that  arrange- 
ments be  also  made  for  a  supply  of  spikes  and 
chairs  at  some  ot  the  iron  establishments  iu  the  vi- 
cinity, as  beine:  btiter  and  cheaper  than  can  be 
supplied  from  abroad. 

Should  the  year  ytove  favorable,  the  hope  is  en- 
tertained that  all  the  work  under  contract  will  be 
finished  by  the  1st  of  January,  1854. 


Great  Central  Six  Foot  Gange  Railroad. 

THROUGH  OHIO,     UNDER  THE  WARREN   AND  FRANKLIN 
RAILROAD    CHARTER. 

This  road,  it  now  seems,  is  to  become  one  of  the 
great  and  leading  channels  of  communication  be 
tween  'he  east  and  the  west. 

At  a  mfcting  ot  the  oflScersof  the  company,  held 
at  Franklin  on  the  25ih  in!>t.,  delegates  were  in  at- 
tendance Ifoin  New  York  city,  Ciucznnati,  Ash- 
land, Medina,  Summit,  Portage  and  Trumbull 
counties.  Ou  comparing  notes  it  was  fouiid  that 
sufficiently  available  means  could  at  once  bebroughl 
intorequsiiion  to  put  tht  main  portions  ofthe  woik 
under  contract  from  the  State  line  to  Ashland.  Pro- 
positions fur  conn>  ctions  to  form  a  complete  line 
with  the  six  loot  gauge  to  the  city  of  St.  Louis,  by 
the  way  ot  Cinciunaii,  were  before  the  board  for 
their  consideiation. 

In  view  of  the  flattering  prospects  of  the  compa- 
ny, the  board  resolved,  immediately,  to  prosecute 
the  surveys  now  in  progress  to  an  early  comple 
tion ;  anu  put  the  work  under  contract  as  soon  a^ 
it  could  be  got  ia  readiness  by  the  engineers,  ann 
the  right  ol  way  secured.  Most  ol  tne  line  has  al- 
ready been  exdmiued  by  a  competent  engineer,  ano 
no  grades  found  to  exceed  forty  feel  to  the  mile 
Two  corps  of  engineers,  under  Gen.  Robinson,  are 
now  at  work  upon  the  line  between  Akron  and 
Ashland. 

In  the  meantime  it  is  expected  that  the  subscrip- 
tions along  the  line,  so  well  commenced,  will  now 
be  thoroughly  circulated,  so  that  all  may  have  an 
opportunity  to  take  their  proportion  of  the  stock 
wnich  must  meet  the  most  sanguine  expectations  ei 
all.  in  the  way  of  targe  dividends. 

It  is  now  ascertained  that  the  difTerent  lines  ot 
road  out  ot  Cincinnati,  are  ready  to  adopt  the  six 
foot  gauge  to  form  a  connection  with  this  compa- 
ny, and  that  means  are  abunuani  to  continue  this 
line  to  prrlecl  the  connection. 

The  Ohio  and  Mississippi  railroad  company, 
froia  Cincinnati  to  iSt.  Louis  have  already  adopted 
the  six  foot  gauge. 

Tnii»  great  liue  of  road,  from  New  York  city  to 
St.  Louis,  when  completed,  will  beloiined  by  the 
lolljwing  connections,  viz:  From  the  city  ol  New 
York,  by  the  New  York  an  J  Erie  company,  to  Lit- 
tle Valley  ;  from  Little  Valley  through  Randolph 
and  Jamestown,  New  Yoik,  to  tlie  Siate  line  oi 
Pennsylvania,  near  the  head  waters  of  Frencn 
Creek,  by  the  New  YorK  City  company  ;  from  the 
State  line  down  the  valley  o!  French  Creek 
through  MeadviUe  lo  the  State  line  at  Kinsman,  in 
the  norih-east  corner  of  TiumbuU  county,  Otiio,  by 
the  Erie  and  Pitisburg  conipdny,  which  h.  s  power 
to  build  branches  througti  the  c-uniies  through 
which  their  main  line  from  Enelo  Pittsbuig,  pass- 
es,  and   also   the   cuuuty   adjoining.     (Tnis  line 


power  to  bund  the  mad  trom  Wanen  to  Fiauklin 
and  to  extend  the  same  to  the  State  line  cast,  and 
the  Stale  line  west,  or  to  terminate  at  any  interme- 
diate points,  or  »o  connect  with  any  other  road. 

Tiiis  line,  it  will  at  once  tie  seen  by  tracing  ii 
upon  the  map.  connects  at  Galion.  or  Crestline, 
with  the  Fort  Wayne  road  to  Chicago,  the  Belle 
fontaise  and  Indiana  road  to  St.  Louis,  and  by  it.-^ 
continuance  to  Ciijcinnati  with  the  six  foot  gauge 
connecting  there  with  lue  o^^°  *nd  Mississippi 
road;  thus  giving  a  great  continuous  six  foot  roaci 
from  New  York  to  St.  Louis,  passing  through  some 
of  the  best  portion  of  Ohio  and  Pennsylvania  ai 
present  unprovided  with  roads. 

Can  any  one  doabt  the  accompli»hment  of  thi."- 
great  work?  Should  any  one  doubt  its  importance 
let  them  trace  its  location  upon  the  map  and  they 
will  at  once  see  its  importance  and  the  strength  oi 
its  position. 

if  slock  of  the  Lake  Shore  road  with  but  one 
side  contributing  to  its  way  business,  is  worth  ir 
market  SI'JO  for  fiiltK),  what  are  the  probabilities  ol 
ihe  value  of  this  stuck — with  a  rich  country  on 
each  side  contributing— when  the  road  shall  be 
completed  1 

At  this  meeting  the  company  was  re  orgranized 
and  the  board  now  consists  ol  Warren  Kent,  oi 
Franklin,  President,  Zenas  Kent  and  Thomas  Earl, 
of  Franklin,  B  B  Clark,  of  Ashland,  D.  Upson 
of  Talmadge,  William  Porter,  of  Newton  Falls, 
and  L.  J.  Iddings,  of  Warren,  directors. 

Henry  A.  K-nt,  E-q.,  of  New  York,  and  Hon.  J. 
G.  R^Zller,  ol  Cincinnati,  were  appointed  agents ti 
negotiate  generally  lor  the  interest  of  the  company, 
subjec  to  the  approval  of  the  board. —  Western  Re- 
serve Chronicle. 


General  Rwilroad  Laiv^  of  Indiana. 

[passed  may  11,  1852  J 
Section  1.  B:  it  enacted  by  the  General  Assembly 
of  the  aiate  of  Indiana,  That  any  number  of  pet- 
>ons,  not  less  than  fiiteen,  being  subscribers  to  tht 
stock  of  any  contemplated  railroad,  may  be  formed 
into  a  corporation  lor  the  purpose  ot  constructing 
o#ning  and  maintaining  such  railroad,  by  com- 
plying with  the  following  requirements: 

Wnenever  stock  to  the  amount  o!°  at  least  fift\ 
thousand  dollars,  or  one  thousand  dollars  for  each 
and  evrry  mile  of  the  proposed  road  shall  have  been 
subscribed,  ihesubscnners  to  such  stock  shall  eleci 
ilirectors  tor  suchiompauy  from  their  own  nuia- 
t-er,  and  shall  severally  suDscribe  articles  of  asso 
ciation,  in  which  shall  be  set  forth  the  name  ot  the 
corporation,  the  amount  of  the  capital  stock  of  tht 
company,  (which  may  be  increased  from  time  to 
tfme,  if  necessary,  to  a  sum  equal  to  the  actual 
cost  of  constructing  the  road,  together  with  the  cosi 
uf  the  right  of  way,  and  motive  power,  togethei 
with  all  other  appurtenances  and  expenses  neces- 
sary lor  the  completion  and  running  ol  such  road,) 
the  numt>er  of  shares  ot  which  said  stock  shall  con 
sist;  the  number  of  directors,  and  their  names,  to 
maiiage  the  affairs  of  the  company  ,  the  name  o' 
the  place  from  which,  and  the  place  to  which  tht 
prxiposed  road  is  to  be  constructed,  and  each  coun 
ly  into  which  or  through  which  it  is  intended  lu 
pass,  and  its  length  as  near  as  may  be.  Eacn  sub 
.'^criber  to  such  articles  of  association  shall  stale  hi^ 
place  of  residence,  and  the  number  of  shares  taken 
by  him  in  such  company. 

Sec.  2.  Articles  ol  assjciation  formed  in  pursu- 
ance of  the  provisions  ol  the  foregoing  section  shall 
ue  filed  iu  the  office  of  the  Secretary  ol  Siate,  aud 
(hereupon  the  persons  who  shall  have  subscribed 
the  same  and  all  persons  who  shall  from  time  to 
time  become  stockholders  in  such  company,  and 
their  successors,  shall  be  a  body  politic  and  corpo- 
rate, in  perpetuity,  by  the  name  stated  in  such  ar- 
ticles of  association,  and  »hall  be  capable  ot  suing 
and  being  sued,  and  may  have  a  common  seal  and 
may  make  and  alter  the  same  at  pleasure ;  and 
^hall  be  capable  in  law,  ol  purchasing,  hoUing  and 
conveying  any  real  and  personal  property  what- 
ihrou^ti  Prnnsylvania,  will  be  built  on  tne  branch  i^^".  necessary  for  the  c..astruciion  ol  such  road 
ri^hl  T  prom  the  Ohio  line  the  road  will  pass  the ,  altl  for  the  erection  of  all  necessary  buildings  and 
towns  of  Warren.  Newton  Fall-,  Ravenna,  Frank- 1 yards,  and  appurtenances  for  the  use  of  the  same, 
lin  Akron  (passing  near  Seville  in  Medina  coun- 1 A  copy  ol  any  articles  of  association  tiled  in  pur- 
tv  to  Ashland)  and  Galion,  under  the  Warren  and  jsuance  of  this  act,  and  certified  to  be  a  copy  by  the 
Franklin  charter,  a  charu;r  granted  and  the  com- 1  Secretary  ol  Stateor  his  deputy,  shall,  in  all  courts, 
pany  organized  under  liie  old  coosUluiion,  with i^nd  places  be  presumpuve  evidence  of  the  incor- 


poration of  sucn  company,  and  of  the  facts  stan 
tnersin. 

Sec.  3.  The  directors  named  in  the  first  sectio 
of  this  act,  shall  open  books  lor  subscription  to  the 
capital  stuck  of  the  company,  at  such  limes  and  in 
such  places  as  a  maj  iriiy  of  them  may  uired,  due 
notices  of  which  shall  be  given;  and  in  case  a 
greater  amount  of  stock  shall  be  subscribed  ihan 
(he  whole  capital  required  by  such  company,  the 
directors  shall  distribute  such  capital  stock,  so  sub- 
scribed, as  equally  as  (possible  among  lhesub>crib- 
ers  ;  but  no  share  thereof  shall  be  divided  in  mak- 
ing such  distribution,  nor  shall  a  greater  number 
of  shares  be  allotted  to  any  one  subscriber  ih&n  by 
him  sahscribed  for. 

Sec.  4.  There  shall  be  an  annual  meeting  of  the 
stockholders,  to  be  deld  in  one  of  the  counties  in 
w^ich,  or  through  which  such  rv.ad  is  proposed  lo 
be  or  may  be  constructed,  for  the  election  of  direc- 
tors, to  serve  for  the  ensuing  year ;  notice  of  which, 
appointing  a  time  and  pla^e,  shall  be  given  by  the 
diriclo.s  chosen  as  provided  in  the  first  section  of 
ihis  act,  for  the  first  annual  election,  and  after- 
wards by  their  successors  in  office ;  which  notice 
shall  be  published  not  less  than  twrnty  days  previ- 
ous thereto,  in  a  newspaper  published  in  each  coun- 
ty through  which  such  road  shall  be  intended  to 
lun  (if  there  be  stockholders  residing  therein)  in 
which  a  newspaper  shall  be  publislied  ;  and,  if  no 
new»paper  be  puolished,  then  by  six  written  or 
printed  notices  put  up  in  the  most  public  places  in 
such  county.  Three  judges  of  elections  shall  be 
ctiusen  by  the  board  ol  directors  pieviuus  to  any 
annual  meeting  of  the  stockholders,  who  shall  be 
Mockholders  but  not  directors  at  the  lijae  of  such 
elections,  whose  duly  U  shall  be  to  receive  the  votes 
ol  the  stockholders  at  suuh  elections  for  directors, 
and  who  shall  openly  count  the  voles  and  declare 
the  result,  and  shall  furnish  the  directois  elected  at 
sucn  meeting  of  the  stockholders  with  a  ceiiiticaie 
ol  their  election,  which  certificate  shall  be  evidence 
oi  their  authority  to  act  as  such  directors.  Not 
less  than  seven,  nor  more  than  thirteen  directors, 
shall  be  chosen  at  such  meeting  of  stockholdeia,  by 
ballot,  and  by  a  majority  of  the  votes  of  ihe  stock- 
holders being  present  in  person,  or  by  proxy  ;  and 
every  such  stockholder,  beiiig  so  present  at  any 
election  for  directors,  shall  be  entitled  to  give  one 
vole  fur  every  share  of  stock  which  he  may  have 
owned  for  ten  days  next  preceding  such  election; 
but  no  stockholder  shall  vote  at  any  such  election 
upon  any  stock  except  such  as  he  shall  have  own- 
ed for  ten  days.  No  person  shall  be  a  director  un- 
less f:e  shall  be  a  stockholder,  owning  stock  abso- 
lutely in  his  own  right,  and  qualified  to  vote  for  di- 
rector.* at  the  election  at  which  he  shall  be  chosen. 
The  directors  shall  hold  their  office  for  one  year, 
aca  until  others  are  elected  in  their  places. 

Sec.  5.  Meetings  of  the  stockholders  may  be  call- 
ed at  any  time  duriusr  the  interval  betweeu  the  an- 
nual meetings,  by  the  directors,  or  by  the  stock- 
holders owning  hot  less  than  one-lourth  of  the 
>lock,  by  giving  thirty  days  public  notice  of  the 
time  and  place  of  the  meetings,  in  the  manner  pro- 
vided in  tne  next  preceding  srction  lor  the  annual 
meetings;  and  when  any  such  meeting  is  called 
by  the  stockholders,  the  particular  object  of  such 
meeting  shall  be  stated  in  such  nolict- :  and  if  at 
any  such  meeting,  thus  called,  a  m  jority  in  value 
ot  the  stockholders  are  not  represented  in  person  or 
by  proxy,  such  meeting  shall  be  aljourned  from 
day  to  day,  not  exceeding  three  oays,  without 
transacting  any  business;  and  it  within  said  three 
days,  stockholders  having  a  majority  of  the  stock 
do  not  attend  such  meeting,  then  the'meeting  shall 
be  dissolved. 

Sec.  6.  At  a  regular  meeting  of  the  stockholders 
of  any  such  corporation,  it  shall  be  the  duty  of  the 
president  and  directors  in  office  for  the  preceding 
year,  to  exhibit  a  clear  and  distinct  statement  of 
the  affairs  ol  said  company,  and  at  any  meeting  of 
the  stockholders,  a  majority  ol  those  present  in  per- 
son or  by  proxy,  may  require  similar,  statements 
irom  the  directors,  whose  outy  it  shall  be  to  furnish 
them  when  thus  required  :  and  a:  all  general  meet- 
ings of  the  stockholders,  a  majority  in  value  of  the 
btockholders  in  such  company  may  remove  any 
president  or  any  director  of  such  company,  and 
elect  others  in  'heir  stead  :  provided,  notice  ot  such 
intended  removal  shall  have  been  given  as  requir- 
ed in  the  two  last  preceding  secliooa. 
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Stc.  7.  Ill  case  it  sljall  happen,  at  any  nine,  ihai 
an  eleciion  ol  liirtciors  shall  not  be  made  on  the 
(Jay  designated  by  the  by-laws  of  the  company, 
when  it  ought  to  have  been  made,  the  company, 
lor  that  reason,  shall  nut  be  dissolved,  if,  within 
ninety  days  thereafter,  th'y  shall  hohl  an  election 
for  directors,  in  such  manner  as  shall  be  provideo 
by  the  by-laws  of  the  company.  There  shall  be  a 
president  of  the  company,  who  shall  be  chosen  by 
and  from  the  directors,  and  also  iuch  subordinate 
officers  as  ihe  company,  by  its  by-laws,  may  desig- 
nate, who  may  be  elected  or  appoinled,  and  requir- 
ed to  give  such  security  lor  the  iaithiul  perform- 
ance of  the  duties  of  their  office,  as  the  company 
by  its  by-laws  may  n  quire :  Prodded,  that  nothing 
herein  contained  shall  be  so  coi;struedas  to  prevent 
the  stockholders  liom  removing;  a  president,  and 
electing  another  in  his  place  in  the  manner  pre- 
scribed ilk  the  last  preceding  section. 

Sec.  8.  It  shall  be  lawful  for  the  directors  to  call 
in  and  demand,  from  the  stockholders  respectivf  ly, 
any  sums  of  money  by  them  subscribed,  in  sucli 
payments  or  instalments  as  the  directors  shall  deem 
profer,  under  the  penally  of  lorfeiting  the  shares  oi 
slock  subscribed  lor,  and  all  previous  payments 
made  thereon,  it  payment  shall  not  be  made  by  the 
stockholders  within  thirty  days  after  personal  de- 
mand or  notice,  requiring  such  payment,  shall 
have  been  made  in  ea.  h  county  through  which 
such  road  ^hitll  be  laid  out,  in  which  a  newspapei 
shall  be  published:  Provided,  that  subscriptions 
shall  not  be  rtrquired  to  be  paid  except  in  equal  in- 
sialmtnts  of  not  more  than  ten  per  cent,  a  month 

Sec.  y.  The  diiectors  of  such  company  shall 
have  power  to  make  bylaws  lor  the  management 
and  disposition  ot  stock,  property  and  business  af 
fairs  of  such  company,  not  inconsistent  with  the 
laws  of  this  State,  aha  prescribing  the  duties  of  ol- 
ficers,  ar'ific-ers,  and  servants,  that  may  be  f  mploy- 
c(l,  and  for  the  appointment  of  all  the  officers  lor 
carrying  on  all  iiic  business  within  the  object  and 
•  purposes  of  such  company. 

Sec.  10,  The  stock  of  such  company  shall  be 
deemed  personal  estate,  and  shall  be  transferrable 
in  the  manner  prescribed  by  the  by-laws  of  the 
company;  but  bo  shares  shall  be  transferrable  un 
til  all  previous  calls  thereon  shall  have  been  fully 
paid  in,  or  the  ^hares  shall  have  been  forfeited  lor 
the  non-payment  of  calls  thereon. 

Sec.  1 1.  The  president  and  a  majority  of  the  di- 
rectors, within  thirty  days  alter  the  payment  ol  the 
last  m'talment  of  the  capital  stock,  so  tixed  and  li- 
mited by  the  company,  shall  make  a  certificate 
stating  the  amount  of  capital  stock  so  fixed  and 
paid  in,  whicn  certificate  shall  be  signed  by  the 
president  and  a  majority  of  the  directois,  and  sworn 
to  by  the  president  and  secretary ;  and  they  shall 
within  the  said  thirty  days,  file  and  record  the  same 
in  the  office  ol  the  Secretaiy  of  State. 

Sec.  1-2.  Every  such  company,  belore  proceeding 
to  construct  a  part  ot  their  road,  into  or  through 
any  county  named  in  their  articles  ol  association 
shall  make  A  map  and  profile  ol  the  route  intendetl 
to  be  adopted  by  such  company;  which  shall  be 
certified  by  a  majority  of  the  directors,  and  filed  in 
the  office  ol  the  cleik  of  such  county,  lor  the  in- 
spection and  examination  of  all  parties  interested 
therein. 

Sec.  13.  Every  such  corporation  shall  possess 
the  general  powers,  and  be  subject  to  the  llabiKiies 
and  restrictions  expressed  in  the  special  powers  lol- 
luwiug,  that  is  to  say  : 

Pirst.  To  cause  such  examination  ana  surveys 
for  the  proposed  railroad  to  be  made,  as  may  be  ne 
cessary  to  the  selection  of  the  most  advantageous 
route  lor  the  railroad;  and  for  such  purposes  by 
their  officers,  agents,  and  servants,  to  enter  upon 
the  lands  or  waters  ol  any  person ;  but  subject  to 
responsibility  lor  all  damages  which  they  shall  do 
thereto. 

Second.  To  receive,  hold,  and  lake,  such  volun. 
taiy  grants  and  donations  of  real  estate  and  other 
personal  property  as  shall  be  made  to  it,  to  aid  in 
the  construction,  maintenance,  and  accommodation 
01  such  railroad ;  but  the  real  estate  thus  received 
Dy  voluntary  grants,  shall  be  held  and  used  lor  the 
purposes  ot  such  grants  only. 
^S'!,''"^'  ■  ^^  purchase,  and,  by  voluntary  grants 
ana  donations  receive  and  take,  and,  by  its  officers, 
an  iT^f^'  *°"  i^urveyors,  and  agents,  enter  upon, 
aaa  take  possession  of  and  hold,  aud  use,  all  such 


lands  and  real  estate  and  other  properly,  as  may  bt 
necessary  for  the  construction  and  maintenance  ot 
its  railroad  and  stations,  depots  and  other  accom- 
modations, necessarv  to  accomplish  ihe  objects  foi 
which  the  corporation  is  created;  but  not  until  the 
compensation  to  be  made  therefor,  as  agreed  upon 
by  the  parties  or  ascertained  as  hereinafter  pre- 
scribed, shall  have  been  paid  to  the  owner  or  own 
ers  thereof,  or  depos  ted  as  hereinafter  directed 
unless  the  consent  of  snch  owner  be  given  to  enter 
mto  possession. 

Fvurlh.  To  lay  out  its  road,  not  exceeding  six 
rods  wide,  and  to  construct  the  same':  and  lor  thr 
purposes  of  cuttings,  embankments,  and  procuring 
stone  and  gravel,  may  take  as  much  more  land, 
within  the  limits  of  its  charter,  in  the  manner  pro- 
vided hereinaiter,  as  may  be  necessary  tor  the  pro- 
oer  construction  and  security  of  the  road. 

Fifth.  Tu  construct  their  road  upon  or  acrosf- 
any  siieam  of  water,.  Water  course,  road,  highway, 
railroad  or  cansl,  so  as  not  to  interfere  with  the  Iree 
use  of  the  same,  which  the  route  of  its  road  shall 
intersect,  in  such  mauueras  to  affjrd  .'secuiiiy  fi 
life  and  property,  but  the  corporation  shall  restore 
the  stream  or  water  course,  road  or  highway,  thus 
intersected,  to  its  former  state,  or  in  a  sufficient 
manner  not^o  have  unnecessarily  impaired  its  use- 
fulness or  irTjured  its  iranchiscs. 

Sixth.  To  cross,  intersect,  join,  and  unite  its 
railroad  (with  any  other  railroad)  before  construct- 
ed at  any  point  on  its  route,  and  upon  the  grounds 
uf  such  other  railioadc<mpany,  with  the  necessary 
turn  oats,  (sidings  and  switches,  and  other  conve- 
nier.cs,)  in  furtherance  of  the  object  of  its  con 
neciioDs  ;  and  every  company  whose  rail  road  isoi 
shall  be  hereafter  intersected  by  any  new  railroad, 
-hall  unite  with  the  owners  of  such  new  railroau 
in  forming  such  intersections  and  connections,  and 
^rant  the  lacilities  aloresaid  ;  and  if  the  two  cor- 
porations cannot  agree  upon  the  amount  ol  com- 
pensation to  be  made  therefor,  or  the  points  or  man- 
ner of  such  croisings  and  conueciioos,  the  same 
shall  be  ascertained  and  determined  by  commis- 
sioners, to  be  appointed  as  is  provided  hereinafter 
in  respect  to  the  taking  of  lands;  but  this  section 
is  not  to  affect  the  rights  or  franchises  heretofore 
granted. 

Seventh.  To  purchase  lands  or  fake  them  ;  may 
change  the  line  of  its  road,  whenever  a  majority  ol 
the  directors  shall  so  determine,  as  is  provided  here- 
inafter ;  but  no  such  change  shall  vary  the  general 
route  of  such  road. 

Eighth.  To  take,  transport,  carry  and  convey 
persons  and  property  on  their  railroad  by  the  force 
and  power  of  steam,  of  animals,  or  any  mechani- 
cal power,  or  by  any  combination  of  them  ;  and 
recf  ive  tolls  or  compensation  therefor. 

Ninth.    To  erect  and   maintain   all  necessary 
and  convenient  buildings,  stations,  depots,  and  fix 
tures,  and  machinery  lor  the  accommodation  and 
use  of  their  passengers,  freight  and  business,  and 
obtain  and  hold  the  lands  necessary  therefor. 

Tenth.  To  regulate  the  time  and  manner  in 
which  passengers  and  property  shall  be  transported, 
and  the  tolls  and  compensation  to  be  paid  therefor. 

Sec.  14.  In  case  any  company  formed  under  this 
act,  is  unable  to  agree  for  the  purchase  of  any  real 
estate,  in  any  county,  required  lor  the  construction 
of  the  track,  turn-outs  and  water  stations,  it  shall 
have  the  right  to  acquire  the  title  to  the  same  in 
the  manner  and  by  the  special  proceedings  pre- 
scribed in  this  act. 

Sec.  15.  Such  company  is  hereby  authorized  to 
enter  upon  any  land  for  the  purpose  of  examining 
and  surveying  ito  railroad  line,  and  may  appropri- 
ate so  much  thereof  as  may  be  deemed  necessary 
for  its  railroad,  including  necessary  side-tracks  and 
water  stations,  tiiaterials  lor  constructing,  except 
timber,  a  right  of  way  over  adjacent  lands,  suffici- 
ent to  enable  such  company  to  construct  and  repair 
its  road,  and  a  right  to  conduct  water  by  aqueducts, 
and  the  right  ol  making  proper  drains.  The  cor- 
poration shall  lorthwith  deposit  with  the  clerk  of 
the  circuit  or  other  court  of  record  of  the  county 
where  the  land  lies,  a  description  of  the  rights  and 
interests  intended  to  be  appropriated,  and  such 
land,  rights  and  interests  shall  belong  to  such  com- 
ipany,  to  use  for  the  purpose  specified,  by  making 
lor  tendering  payment  as  hereinafter  provided.  The 
I  corporation  may,  by  its  directors,  purchase  any 
Isucb  lands,  naaierials,  ri^ht  of  way,  or  inierest  of 


:he  owner  ol  such  land;  or,  i  i  case  the  same  ia 
jwned  by  a  person  insane  or  an  infant,  at  a  price 
0  be  agreed  upon  by  the  rtgulaily  constituted 
.guardian  or  parent  ut  said  insane  person  or  infant, 
.f  the  same  shall  be  appraised  by  the  court  in 
jvhich  the  desrription  aforesaid  shall  be  filed,  and 
on  such  agreement  and  approval,  the  owner,  guar- 
lian,  or  parent,  as  the  ca»e  mdy  be,  shall  convey 
he  said  premises,  so  purchasei ,  in  fee  simple  or 
jlheiwi-c,  as  the  parties  may  agree,  to  such  rail- 
road company  ;  and  the  deeii,  *  hen  made,  shall  be 
leeme^l  valid  in  law.  If  the  c(  rporaiion  shall  not 
igree  with  the  owner  of  the  lard,  or  withhisguar- 
iian,  if  the  owner  is  incapable  of  contractiog 
touching  the  damages  sustained  by  such  appropria- 
tion, such  coiporaiioii,  shall  deliver  to  suih  owrer 
or  guardian,  if  within  the  county,  a  copy  of  such 
instiument  of  appropriation.  II  the  owner  oi  his 
guardian  in  case  such  owner  i;  incapable  of  con- 
tracting, b?  unknown  or  do  no  rtsiae  within  the 
county,  such  corporation  shal  publish,  in  some 
newspaper  of  geneial  circulation  in  the  county, 
or  the  term  of  three  weeks,  an  advertisement,  le- 
:iting  the  substance  of  sucn  in  >trument  of  appro- 
priation. Upon  fixing  such  aH  of  appropriation 
md delivery  of  such  copy,  or  making  such  puOli- 
eaiion,  the  circuit  court  or  olhrr  court  of  record 
in  the  county  where  the  land  its,  or  any  judge 
Lficreof  in  vacation,  upon  the  a  iplication  of  either 
party,  shall  appoint  by  warrant  three  disinterested 
treeholders  of  such  county  to  a [  praise  the  damages 
which  the  owner  of  the  land  may  sustain  by  such 
ippropriation  ;     such    appraisrrs    shall    be   duly 


injury  which  such 
such  railroad,  and 


sworn  ;  they  shall  consiacr  the 
>vvner  may  sustain  by  reason  of 
shall  forth  wiiii  reiu'n  their  assessment  of  damages 
o  the  cleik  tf  such  court,  setting  forth  the  value  of 
the  property  taken,  or  iujmy  dene  tc  the  property, 
which  they  assess  to  the  owner,  or  owners,  separ- 
ately, to  be  by  him  filed  and  recorded;  and  ihere- 
apou,  such  corporation  shall  puy  to  said  clerk  the 
amount  thus  assessed,  or  tender  the  same  to  the 
party  in  wiiosc  favor  the  dama^  ^es  are  awarded  or 
assessed;  and  on  making  paym  :nt  offender  there* 
oi,  in  the  manner  herein  iequii(  d,  it  shall  be  law- 
lul  lor  such  corporation  to  ho  d  the  interests  in 
sjch  lands  or  materials  so  apj  lopriated,  and  the 
privilege  of  u«ing  any  material ^  on  said  roadway 
within  fifty  feet  on  each  side  of  the  center  ot  such 
roadway,  for  the  uses  afore.said.  The  cost  of  such 
award  shall  be  paid  by  such  company  ;  and  on 
notice  by  any  party  interested  and  showing  said 
jiroceedings,  the  court  may  orde  ■  payment  thereof, 
and  enforce  such  payment  by  execution.  The 
award  of  said  arbitrators  may  lie  reviewed  by  the 
circuit  court  or  other  court  in  which  such  proceed- 
ings may  be  had,  on  written  <  xceptions  filed  by 
either  party  in  the  clerk's  offict,  within  ten  days 
alter  the  filing  of  such  av;ard,  :  nd  riie  court  shall 
take  such  order  iheiein  as  right  and  justice  may  re- 
quire, by  ordering  a  new  appi  tisement,  un  good 
cause  shown  :  Provided,  That  noiwiihstanaing 
such  appeal,  such  company  miy  lake  possession 
of  the  property  therein  describ-ii,  as  aforesaid,  and 
the  subsequent  proceedings  on  the  appeal  shall 
only  affect  the  amount  ol  com  )ensation  to  be  al- 
lowed; if  prior  to  the  assessme  it,  the  corporation 
~hall  lender  to  suih  owner  or  t  is  guardian  it  he 
be  unable  to  contract,  an  amount  equal  to  the 
award  alterwards  made,  exclusive  of  costs,  the 
costs  of  arbitration  shall  be  paic  equally,  by  such 
company  and  such  uwner  or  guardian. 

Sec.  m.  If  there  aje  adverse  or  conliicling  claim- 
ants to  the  money,  oir  any  part  of  it,  to  be  paid  as 
compensation  lor  the  real  eslat;  taken,  the  court 
may  direct  the  money  to  be  paid  into  the  sail  court, 
by  the  company,  or  take  securii}  lor  the  same  until 
it  can  determine  who  is  entillec  to  the  same;  and 
shall  direct  to  whom  the  same  ihall  be  paid  ;  and 
may,  in  its  discretion,  order  a  reference  to  ascertain 
the  facts  on  which  such  determination  and  order 
are  to  be  made. 

Sec.  17.  Tne  court  shall  appoi  itsome  competent 
attorney  to  appear  lor  and  pioieci  the  rights  of  any 
party  in  interest  who  is  unkuo  vu.  or  whose  resi- 
dence is  unknown,  and  who  las  not  appeared 
in  the  proceedings  by  an  attoriey  or^ge.ii;  ih« 
court  shall  also  have  power  at  a  ly  time  u>  amend 
any  delect  or  informality  in  any  jf  the  special  pro- 
ceedings authorized  by  this  act,  a>  may  be  necessa^ 
ry,  or  to  cause  new  {tarties  to  b«  a&dcd,  and  to  di» 
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rect  i-uch  lunhiT  nonce  tu  Le  givLMj  to  any  party  ic 
interest,  as  it  deems  proper,  and  also  to  appoini 
other  commissioners  in  the  place  of  any  who  shal 
die,  or  ret  use  or  neglect,  or  are  unable  to  kerve,  or 
who  may  leave  or  be  absent  from  the  State. 

Sec.  18.  At  any  time  alter  an  attempt  to  acqaire 
title  by  appraisal  ol  damasres,  or  otherwise,  if  ii 
shall  be  found  that  th^  title  thereby  attempted  to  be 
acquired  is  defective,  the  company  may  proceed 
anew  to  acquire  or  perfect  the  same  in  the  same 
manner  as  if  no  apprais/il  had  been  made  ;  and  ai 
any  stage  of  such  new  proceedinsjs,  the  court  may 
authorize  the  corporation,  if  in  possession,  to  con- 
tinue in  possession,  and,  if  not  in  possession,  to 
take  possession  of  and  use  such  real  estate  during 
the  pendency  and  until  the  fiual  conclusion  of  such 
new  proceedings,  and  may  stay  all  actions  and  pro 
ce.cdiogs  against  the  company,  or  any  officer, 
agent,  or  woritman  ot  such  company,  on  account 
thereof,  on  such  cooipaoy  paying  into  court  asutfi 
cient  sum,  as  the  couit  may  dirict,  to  pay  the  com- 
peusation  thertior,  when  finally  ascertained:  and 
in  every  such  ca*.  ,  the  party  interested  in  such  real 
estate  may  conduct  the  proceedings  to  a  conclusion, 
if  the  company  delays  or  omits  to  prosecute  the 
same. 

Sec.  19.  Such  company  may,  from  time  to  time, 
borrow  such  sums  of  money  as  they  may  deem  ne 
cessary  lor  completing  or  operating  their  railroad, 
and  i>sue  and  dispose  of  their  bonds  for  any 
amounts  so  borrowed,  fur  such  sums  and  at  such 
rates  of  inteiest  as  is  allowed  by  the  laws  of  the 
state  where  such  contract  is  made  ;  and  mortgage 
their  corporate  property  and  franchises  to  securt* 
the  payiQ-nt  of  any  debt  contracted  by  such  com- 
pany ;  and  the  directors  of  the  company  may  coo- 
ler on  any  holder  of  any  bond  issued  for  money 
borrowed  as  albiesaid,  the  right  to  convert  the 
principal  due  or  owing  thereon  into  stock  of  said 
company,  at  any  time  not  exceeding  fifteen  years 
from  the  date  oi  said  bond,  under  such  regulations 
as  the  company  may  adopt:  and  such  company 
may  sell  their  bonds  either  withtu  or  without  this 
state,  at  such  rates  and  prices  as  permitted  by  law, 
and  such  sales  shall  be  as  valid  as  it  such  bonds 
should  be  sold  at  par  value. 

Sec.  20.  For  the  purpose  of  providing  means  for 
the  payment  of  Its  deots,  and  for  the  construction 
of  its  road,  materials  or  eqiipmenis,  such  company 
may  is-ue  a  preferred  stock  to  an  amount  not  ex- 
ceeding one- half  of  the  amount  ot  its  capital  with 
such  piioritv  over  the  remaining  stock  of  such  Co. 
in  the  payment  of  dividends,  as  the  directors  ol 
such  company  may  determine,  and  shall  he  approv- 
ed by  a  majority  of  the  stockholders. 

Sec.  21.  If  at  any  lime  afer  the  location  of  the 
track  of  such  road,  iu  wnole  or  in  part,  and  the  fil- 
ing of  the  map  thereof,  it  shall  appear  to  the  direc- 
tors of  such  company  that  the  line  thereof  may  be 
improved,  such  directors  may,  from  time  to  time  ai 
ter  the  line,  and  cause  a  new  map  to  be  filed  in  the 
office  where  the  map  showing  the  first  location  was 
filed,  and  may  thereupon  take  possession  of  the 
lands  embraced  in  such  new  location  that  may  be 
required  for  the  construction  and  maintenance  of 
such  road  on  such  new  line,  either  by  agreement 
with  the  owner,  or  by  such  proceedings  as  are  au 
thorized  under  the  preceding  sections  of  this  act, 
and  use  the  same  in  place  of  the  line  tor  which  the 
new  is  substituted.  But  nothing  in  this  act  shall 
be  so  construed  as  to  confer  upon  any  railroad  Co. 
already  iacorporated,  any  powers  to  locate  its  road 
on  any  route  which  would  not  have  been  authoriz- 
ed by  the  charters  previeusly  granted ;  and  nuthing 
in  this  act  contained  shall  authorise  the  said  com- 
pany to  make  a  location  of  their  track  within  any 
city  without  the  consent  of  the  common  council  of 
said  city;  nor  shall  the  company  have  power  so  to 
change  their  road  as  to  avoid  any  point  named  in 
their  articles  of  association. 


Sec.  2-2.  Whenever  the  track  of  such  railroad 
shall  cross  a  road  or  highway,  such  road  or  high- 
way may  be  carri'-d  under  or  over  the  track,  as 
may  be  most  expedient;  and  in  cases  where  an 
embankmeiit  or  cutting  shall  rnake  a  change  in  the 
line  of  such  road  or  highway  desirable,  with  a 
view  to  a  more  easy  asceiit  or  descent,  lire  said 
company  may  take  such  additional  lands  for  the 
construction  of  such  road  or  highway,  or  such  new 
line  as  may  be  deemed  requisite  by  said  directors. 
Uales«  the  lands  so  taken  shall  be  ptuchased  or  vo- 


lu  .tarily  given  lor  the  purposes  aforesaid,  compen 
sation  therefor  sh^ll  be  ascertained  in  the  manner 
in  this  act  provided,  as  nearly  as  may  be,  and  duly 
made  by  such  corporation  to  the  ownefs  and  per 
sons  interested  in  such  lands;  and  the  same,  when 
so  taken  and  compensation  made,  to  become  pan 
of  such  intersecting  road  or  highway,  in  such  man- 
ner and  by  such  terms  as  the  adjacent  parts  olsuch 
highway  may  be  held  for  highway  purposes 

Sec.  23.  If  any  corporation  shall,  lor  its  purpose.«> 
aforesaid,  require  any  land  belonging  to  the  state, 
or  to  any  county  or  town,  the  General  Assembly, 
and  the  county  and  town  otiicers  respectively,  hav 
ing  charge  of  such  lands,  may  grant  such  lands  to 
such  corporation  upon  such  terms  as  shall  be  agreeo 
upon :  and  if  they  shall  not  so  agree,  the  same  may 
be  taken  by  the  corporation  in  the  same  manner  a- 
provided  in  other  cases.  No  railroad  shall  be  lo- 
cated upon  or  across  the  grounds  of  the  state  occu- 
pied by  the  institutions  ol  the  insane,  blind,  ordeai 
and  dumb. 

Sec.  24.  Every  conductor,  baggage  master,  en- 
gineer, brakeman,  or  other  servant  of  any  such 
railroaa  corporation,  employed  in  a  passenger 
train  or  at  stations  for  passengers,  shall  wear  upon 
his  hat  or  cap  a  badge  which  shall  indicate  his  of- 
fice, and  the  initial  letters  of  the  style  of  the  corpo- 
ration by  which  he  is  employed.  No  collector  or 
conductor  without  such  badge,  shall  demand  or  be 
entiUed  to  receive  from  any  passenger  any  fare, 
loll  or  ticket,  or  exercise  any  of  the  powers  of  his 
office;  and  no  other  of  said  otiicers  or  servants  with- 
out such  badge,  shall  have  any  authority  to  meddle 
or  interfere  with  any  passenger  or  property. 

Sec.  25.  Every  such  corporation  shall  make  an 
annual  report  to  the  secretary  of  state,  of  the  oper- 
ations of  the  year  ending  on  the  first  day  of  Janua- 
ry: which  report  shall  be  verified  by  the  oaths  ot 
the  treasurer  and  acting  superintendent  of  opera 
lions,  and  filed  in  his  ofhce  by  the  lOihday  ot  Jan- 
uary, each  year,  anu  shall  state: 

First.  The  capital  stock  and  the  amount  actu- 
ally paid  in. 

Second.  The  amount  expended  for  the  ourchase 
of  lands  for  the  construction  of  said  road,  for  build- 
ings, and  for  engines  and  cars  respectively 

T/iird.  The  amount  and  nature  of  its  indebted- 
ness, and  the  amounts  due  the  corporation. 

Fourth.  The  amount  received  for  the  transpor- 
tation of  passecgers,  of  pioperty,  of  mails  and  from 
other  sources. 

Fifl/i.    The  amount  of  freight,  specifying  the 
quaniiiy  in  tons,  of  the  products  of  the   forest,  ot 
animals,  of  vegetable  food,  other  agricultural  pro 
ducts,  manufactures,  merchandise,  and  other  arti- 
cles. 

SizlA.  The  amount  paid  for  repairs,  engines, 
cars,  buildings  and  salaries. 

Secentk.  The  number  and  amount  of  dividends, 
and  when  paid. 

Eigkth.  The  number  of  engine  houses,  and  s  hops 
of  engines  and  cars,  and  their  character. 

Nmlh.  The  number  of  miles  run  by  passenger, 
freight,  and  otner  trains,  respectively. 

Sec.  2ti.  The  state  shall  have  a  lien  upon  all 
railroads  of  such  corporations  and  their  appurte- 
nances and  stock  therein,  fur  all  penalties,  taxes, 
and  dues,  which  may  accrue  to  the  s'atelrom  such 
corporations,  which  lien  ol  the  state  shall  have  pre- 
cedence of  all  demanus,  judgements  or  decrees, 
against  said  corporations;  and  the  citizens  of  this 
state  sh  ill  have  a  lien  upon  all  personal  propf-rty 
ol  said  corporations  to  the  amount  of  one  hundred 
dollars  for  all  debts  originally  contracted  within 
this  state,  which,  after  said  lien  of  the  state,  shall 
lake  precedence  of  all  other  debts,  demands,  judg- 
ments or  decrees,  liens  or  mortgages  against  such 
corporations. 
Sec.  '.il.  Any  such  corporation  shall,  when  ap- 
[  plied  to  by  the  postmaster  general,  convey  tlie 
mails  ol  the  United  States  on  their  road;  and  in 


ount  which  said  corporation  would  leccivc  us 
freight  on  alike  weight  ot  merchandize  transported 
in  iiieir  merchandize  trains,  and  a  lair  compensa- 
tion tor  the  post  office  car.  And  in  case  the  posl- 
masier  general  shall  rt  quire  the  mail  lo  be  carried 
<t  other  hours  and  at  a  higher  speed  than  the  pas- 
senger trains  are  run  at,  the  corporation  shall  fur- 
nish an  extra  train  for  the  mail,  and  Ui  allowed  an 
extra  compensation  therefor. 

Sec.  28.  If  any  passenger  shall  refuse  to  pay  his 
(are  or  toll,  the  conductor  ol  the  train  and  the  ser- 
vants ot  the  ctvporation  may  put  him  out  of  the 
oars  at  any  usuii4:^et<)ppiug  place. 

Sec.  29.  Every  such  corporation  shall  start  ani 
run  their  cats  for  the  transportation  of  persons  and 
property  at  regular  tim^s  lo  be  fixed  by  public  no- 
'ice,  and  shall  lurnishsufficient  accommodation  fur 
the  transponaiion  of  all  such  passengers  and  orop- 
erty  as  shall,  within  a  reasunaide  time  previous 
hereto,  oflTer  or  be  offered,  lor  transportation,  at  the 
place  of  starting,  and  the  junctions  of  other  rail- 
roads, and  at  siding  and  stopping  places,  establish- 
ed for  receiving  and  dischar^jing  way  passengers 
and  freight,  and  shall  take,  transport  and  discharge 
such  passengers  and  property  at,  from  and  to  such 
places,  on  the  due  payment  of  tolls,  freight  or  liare 
therefor. 

Sec.  30.  In  case  of  the  refusal,  by  such  corpora- 
tions or  their  ag^'nts,  so  to  take  and  transport,  any 
passenger  or  property,  or  to  deliver  the  same  at  the 
regular  appointed  place,  such  corporation  shall  pjy 
to  ihe  party  aggrieved  all  damages  which  shall  be 
sustained  thereby,  with  costs  of  suit. 

Sec.  31.  In  forming  a  passenger  train,  baggage 
or  freight,  or  merchandise,  or  lumber  cars  shall  not 
be  placed  in  rear  of  passenger  cars ;  and  if  they,  or 
any  of  them  shall  be  so  placed,  and  tny  accident 
shall  happen  to  life  or  limt),  the  officer  or  agent  who 
so  directed  or  knowingly  sufTered  such  arrangement 
and  the  conductor  or  engineer  ol  the  train,  shall 
each  and  all  be  held  guilty  ol  intentionally  causing 
the  injury  atid  be  punished  accordingly. 

Sec.  32.  In  case  any  passenger  on  any  railroad 
shall  be  injuied  on  the  platform  of  a  car,  or  on  any 
baggage,  wood  or  freight  car,  in  violation  ot  the 
printed  regulations  ol  the  company,  posted  up  at 
the  time  iu  a  conspicuous  place  inside  of  its  pas- 
.senger  cars,  then  in  the  train,  such  company  «hall 
not  be  liable  for  the  injury  :  Provided,  said  compa- 
ny at  the  time  furnished  room  inside  its  passenger 
cars,  sufficient  for  the  proper  accoiamodatiou  ot  its 
passengers. 

Sec.  33.  Every  corporation  shall,  within  a  rea- 
sonable lime  after  their  road  shall  be  located,  cause 
to  be  made : 

First.  A  map  and  profile  thereof  and  of  the  land 
taken  and  obtained  for  the  use  thereof,  and  tile  ihe 
same  in  the  office  of  tne  secretary  of  state,  and  al- 
so like  maps  of  the  parts  thereot  located  in  difier* 
enl  counties,  and  file  the  same  in  the  office  of  the 
clerk  of  the  county  in  which  said  parts  of  said  road 
may  be,  there  to  remain  as  of  record  forever. 

Second.  A  certificate  specifying  the  line  upon 
wiiich  It  is  proposed  to  construct  the  railroad,  and 
the  grades  and  curves. 

Sec.  34.  If  any  such  corporation  shall  not,  with- 
in three  years  alter  its  incorporation  begin  the 
construction  of  its  roal,  and  expend  theieon  five 
per  centum  on  the  amount  of  its  capital,  and  finish 
the  road  and  put  it  in  lull  operation  in  ten  years 
thereafter,  its  act  ol  incorporation  shall  become 
void. 

Sec.  35.  Railroad  companies  may  increase  the 
amount  of  their  capital  stock,  by  filing  in  the  office 
of  the  Secretary  of  state,  a  ceilificate,  stating  the 
amount  of  such  desired  increase  and  the  reasons  or 
necessity  for  the  sam-,  signed  by  the  president  and 
a  majority  of  the  directors,  and  attested  by  the  sec- 
retary and  seal  of  such  company. 
Sec.  36.  All  existing  railroad  companies  may 
case  such  corporation  shall  not  agree  to  the  rates  a'^q" 're  all  of  the  powers  or  bent  fits  confer  ed  by 
ol  transportation  theieof,  and  as  to  time,  rate  of  'his  act,  by  filing  an  acceptance  thereof  in  the  office 
speed,  m-tnner  and  condition  ot  cat  tying  (he  same,  of  the  secretary  of  slate,  properly  attested  as  the 
ir.e  Governor  of  this  state  may  app  .int  three  com-  corporate  net  ot  such  company,  and  the  acceptance 
mi.ssioners,  who,  or  a  majority  ol  them,  alter  filte.  n  «'  ""Y  P*"  "'  ''»'*  a^'  "*»""  ^^  deemed  and  laKt  n  to 
davs  notice  in  writing,  of  ttie  time  «nd  place  of  be  au  acceptance  of  the  whole  act,  and  a  surrender 
meeting,  to  the  corporation,  shall  determine  and  hi  iJl'^e  act  under  which  such  company  may  be  or- 
the  prices,  limes,  and  conditions  aforesaid;  but  ganized,  thereupon  such  company  shall  po.-scss 
sujh  prices  shall  not  be  less  'or  conveying  said  »uch  powers,  so  accepted,  and  bt  subject  lo  the  ob- 
mails  in  the  regular  passenger  trains,  than  the  am-  ligations  and  restrictions  herein  specified,  as  luUf 
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s»  th-'v  would  bare  had  and  been  if  organized  under 
this  act. 

iS'c.  37.    This  act  may  be  amended  or  repealed 
at  ihe  discretion  ol  the  legislature. 

Sec.  38.    The  storkholders  aball  be  individuallv 
liabli-'  lor  ail  labor  done  in  the  construction  of  sai 
road  that  shall  remain  unnaid  after  the  assets  ol 
the  corporation  shall  have  been  exhausted. 


Obio. 

EXHIBIT  OP  THE  OHIO  ASV  INDIANA  RAILBOAD  CO. 

The  eastern  end  of  this  road  is  at  Crestline,  in 
Ohio,  the  point  on  the  Cleveland  and  Columbn- 
road  where  the  Ohio  and  Pennsylvania  road  termi- 
nates, and  forms  the  direct  extension  of  that  roac' 
to  Foit  Wayne,  in  Indiana. 

It  is  the  third  link  in  the  chain  of  roads  now 
building  from  Philadelphia,  via  Pittsburgh  to  Chi- 
cago, R(»ok  Island  and  Galena.  It  also  forms  the 
second  link  in  the  line  from  Cleveland,  via  Crest 
line  and  Fort  Wayne,  to  Lafayette,  Peoria,  am; 
Burlington.  Iowa, 

The  charter  of  this  Company,  under  the  concur 
rent  legislation  of  the  States  of  Ohio  and  In- 
diana is  perpetual,  liberal  in  its  provisions,  un»-e 
stricied  in  dividends,  and  free  from  vexatious  or 
oppressive  alterations. 

The  company  has  been  duly  organized,  a  libera! 
amount  of  st'  ck  procured  along  the  line,  loca'ion' 
coinplefrd,  releases  to  the  right  of  way  and  dcpo' 
grounds  in  general  procured,  and  the  work  of  grad- 
ing, delivery  of  cross-lies,  and  track  laying,  pu' 
under  contract  on  the  28th  of  January  last. 

Since  that  time  a  largeamount  of  work  has  been 
done  on  the  road.     Ths  right  of  way  has  all  be<'i 
secured  and  paid  lor.    The  grubbing  and  clearing 
upon  the   whole   line   is  now  completed,     Abou' 
three  quarters  of  the  grading  is  already  done,  am 
only  one-hall  of  the  bridging  and  culvert  work  re 
mains  to  be  done,  the  present  winter.     Contract^ 
for  all  the  sub-sills  and  cross-ties  are  now  compie;- 
ed,  and  to  be  delivered  between  this  and  the  first  ol 
May  next.     Oure^timates,  actually  paid  to  the  con 
tractors  since  the  1st  of  May  last,  have  averager 
S20,U00  per  month,  and  will  undoubtedly  be  largely 
increased  during  the  wiuter,  upon  timber  contracts 
The  work  along  the  whole  line  is  now  progress- 


Making  an  average  of  SI  1,045  per  mile  SI, 640  000 
The  above  estimate,  lased  upon   coniiacts.  is 
tjiven  with  entire  confidence,  as  abunUaoC  cash- 
means  lo  complete  and  eqjipthe  road. 

Releases  lor  the  right  o  way  arc  in  general  se- 
cured by  donaiionslrouiile  citizenaaJong  the  line; 
iaig%  and  valuable  groum  s  at  the  termini,  and  the 
several  points  on  the  line  m  cured,  estimated  in  value 
at  SHO.OOO. 

Besides  the  donations,  he  citizens  and  comities 
along  tbe  line  are,  as  ytt,  the  only  ."stockholders, 
thus  attesting  their  con  hue  jce  in  the  enterpi  ae,  and 
making  it  a  domestic  inieiest.and  to  be  guaided  as 
such.  I 

The  capital  stock  of  thdcompany,  authorized  by 
the  law,  is  4^,000,000,  anc  may  be  iuv-reaseu  when 


>e  needed  until  a  double 


in 
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gas  rapidly  as  the  supply  of  laborers  will  ner 
it.  It  is  conhdeutlv  expected  that  the  whole  roac- 
bed  will  be  prepared  ready  for  the  rails  next  spring 
as  early  as  navigation  will  permit  the  delivery  u 
iron,  when,  by  laying  track  at  tour  several  point.', 
the  road  may  be  brought  into  profitable  use  in  IS 
monihs  Iroin  the  time  of  its  first  commencement 

The  cheapness  of  construction  warrants  this  ex- 
pectation. The  whole  amount  of  excavation  ai.c 
embankment  is  2,425  000  cubic  yards:  no  expen- 
sive bridges  are  to  be  built,  and  good  timber  loi 
cross-ties  abounds  along  the  whole  road. 

Character  of  Road. 

,  The  length  is  13 1 i  miles,  of  which  127j  miles 

IS  strBight,  and  3}  miles  curved  line.     One  strai^-ht 

line  IS  43  miles  long;  another  over  30  miles  ;  a^nd 

tne  total  amount  of  curvature  is  only  214  degrees 

neaily  all  ol  which  is  caused  at  towns  or  stopnino 

places.  '^'^    ^ 

In  gradients,  this  line  is  equally  remarkable 

having  no  grade  greater  than  a.J  feet  per  mile,  anu 

of  the  whole  roa.i,  63  miles  are  level.    An  averaer 

grade  would  be  9J  feet  per  mile  -vciagc 

It  is  intended  lo  use  the  edge,  or  T  rail,  on  a  bed 

prepared  with  sub-sills  and  cross-ties,  to  secure  the 

greatest  possible  amount  of  surface-beariiig   am- 

prev^Rf,  as  much  as  possible,  the  settling  at  the 

The  contracts  and  estimates  include  five  miles  of 
sidings  and  turn-outs,  passenger,  freight  and  water 
buildings  sufhcient  only  for  the  business  at  firM 
rX^stX  "'  ""'=    ^o.  also,  of  engines  and 

Position  as  to  other  Roads. 
Connection  at  t/ie  Eastern  end.—From  Crest- 

r„p,.  .I'^'t'®'""^   '***  Cleveland  and  Culumbu^ 
n.aa  luriiKshes  an   outlet  direct  lo  New  York,  by 

Sonihr^'"'  ^''ft-l^^"'^  *hole  of  which  ism,« 
.h3  ,n'p°.?'V,*^'''™  Crestline  to  Pittsburgh 
■ii'mic  to  Pnuadelpnia,  is  in    '        ■  "    ■ 

Cen-ral  Pa.  and  Ohio  and  Pa 


desired,  but  this  will  not 
track  is  required. 

Ways  and  Means. 
The  following  corporai<  subscriptions  have  been 
made  to  the  capital  slock  ut  the  company,  viz 

-SIOOOOO 
.  50  000 
.  looooO 
50  000 
.    100,000 

S4  0,000 


Crawford  counry,  Ohio 
Wyandot      " 
Allen  " 

Van  Wert    " 
Alltn  « 
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uiaua 


1st, 
line  to 

road 


the  charge  of   ih 


and  will  r...  •..  .      T '— lailroad  companies 

1^;."  1  1":::  ^.ir  P'5'^^.  .^"""^.^^e  prese.. 


-mier.    From  the  ea«  end  ^^'Oli^lo^;^: 


ana  Road,  then,  a  direct  route  will  be  completed  to 
New  York,  and  another  direct  route  to  Philadelphia 

and  Bdltimore,  before  this  road  can  be  finished. 

21.  Conntctio7is  at  the    Wtst  end— From   Fori 
Wayne  to  Chicago  City  the  surveys  are  already  in 

p  ogress,    by  ihe   construction  ol  which,  logethn 

with  an  extension  from  Warsaw  to  La  Sal'i-,  will 

lotm  a  perfect  and  direct  connection  wiih  ail  the 

loaas  con.strocted  and  constracling  ia  Noithern  In- 
diana and  Illinois, 
The  Fort  Wavneand  Lafayette  road,  in  the  rich 

vallfy  of  the  Wabash,  will  furnish  the  most  direct 

and  desirable  route  from  Peoria  and  Burlingtr-n  to 

the  eastern   cities.    Tne   Ohio   and  Indiana  roa<t 

holds  a  commanding  position  as  a  main  trunk  lint 

between  these  converging   roads   radiating   from 

each  of  its  ends.     By  strttohing  a  thread  from  any 

point  in  Northern  Indiana  and  Illinois,  to  any  one 

of  the  eastern  cities,  the  position  this  road  holds 

*ill  be  apparent. 
3d.  Lateral  connections  and  local  advantages. — 

8'>idts  the  immense  accumulation  of  traffic  tiia- 

will  be  ready  at  the  icrmini,  it  has  along  its  line  a 

region  of  the  highest  leriiliiy,  made  widely  availa- 
ble by  the  north  and  south  oniitciions of  railways 
canals,  and  plank-roads,  already  constructed. 

In  12  miles   lioin  the  eastern  end  is  Bucyrus,  a 
county-seat;  in  28  miles,  Upper  Sandusky,  a  coun- 
ly-seat,  to  which  a  plank-road  (rom  the  north  ex- 
tends; in  40  faiiles.  the  Mnd  River  and  Like  Erie 
railroad  from  Cincinnati  to  Sandusky ;  in  72  miles 
Lima,  a  county-seat,   and  connection  of  the  pro 
posed  railroad  from  Trov  on  the  south  in  86  miles, 
'he  Miami  Canal,  at  Delphos  ;  in  99  miles,  Van 
Wert,  a  cotmly-seai ;  in  110  miles  the  State  line; 
and  in  131  miles,  Fort  Wayne,  a  county-seat,  on 
the  Wabash  Canal,  which  now  has  near  200  miles- 
ol  plank-roads  leading  into  it  from  points  north  and 
south  I'l  it.     This  point  alone  exports  and  imports 
at  an  average,  daily,  during  canal  navigation  154 
tons. 

For  local  traflic,  that  can  have  no  other  outlet, 
the  country  along  this  line  affords,  in  its  present 
state  of  improvement,  abunoaut  assurnnce  of  a 
good  remunerative  business  lor  a  railroad,  and 
compares  favorably  with  the  region  traversed  by 
the  Southern  and  Central  Michigan  railroads,  both 
in  distance  and  character  of  country. 

The  well  known  profitableness  of  Western  roads 
now  brought  into  use,  may  be  accounted  for  by  the 
small  cost  of  construction,  cheapness  of  fuel,  and 
especially  from  the  tact,  that  the  whole  face  of  the 
country,  almost  every  acre,  is  highly  adapted  to 
agriculture,  yielding  a  large  amount  of  lounage 
compared  with  the  population  ;  a  soil  too,  that  pre 
vents  the  construction  of  good  carriage  roads   and 
forces  on  to  railroads  the  alinou  entire  local  traflic 
Ihis  portion  of  Ohio,  already  in  condition  to  su*- 
icin  a  road,  is  increasing  at  the  rate  of  93  per  cent 
in  ten  years,  while  ihe  population  of  the  Slate  in- 
creased but  32  per  cent.     In  taxablcs,  the  propor- 
tionate  increase  is  still  greater ;  that  of  Allen  coun- 
IV,  la.,  being  52  per  cent,  in  three  years,  and  those 
counties  in  that  State  that  will  become  directly  tri- 
ouiary  to  the  Onioand  Indiana  road,  upon  the  c<m- 
filetion  ol  the  proposed  lines,  now  contains  177  526 
iiihatiitants,  with  $34,000,000  taxables. 

The  completion  of  the  road  will  add  at  least  50 
per  cent  to  .the  value  of  taxable  property,  on  ana 
near  its  line,  which  has  been  the  efiect  of  th-  com- 
pletion ol  railways  throughout  the  western  states, 
ihe  increase  oi  the  local  business  in  so  fertile  a 
region  IS  accurately  registered  on  the  Central  Mi- 
chigan road.  Upon  this  subject,  their  report  lor  the 
last  year  says : 

"  The  local  increase  has  been  so  large,  that  the 
gross  local  earnings  of  the  road,  for  ihc  last  three 
years,  amount  on  the  average  for  each  year  within 
a  fraction  ol  the  cw/trc  earnings  ol  the  p.revious 

.  The  gross  receipts  of  that  road,  for  the  year  end- 
•og  1st  May,  1851,  was  S947,347.  of  which  S656- 

Sl.r?^v>'"'u'  ^^'"'"8«;  and  lor  the  year  ending 
vay,  1852,  H  is  esti.naied  at  i 1, 000,000  gross  eain- 
ings.  with  way  recfipis  amounting  to  SbO.»  000 

m  l?f'84S"(Sr' d:C"^'  '111'  ""  '''  '*^°»"^'^'  isuoscriMtons  are  considei^.d 
pense'sot  „n^irs  Sc    i  i"*  ^*^  f"  "*'"'•  '"^"- i  cover  all  tt.e  loss  thereon 
tr.n"."\  "Pa'«.  '^•c-.   .  aves  a  net  earning  of  16       A  large  proportion  of 
stimated  cost  of  the  load.       ]  ,he  directors  feel  connJent 


proof,  a  schedule  of  an  a^umed  daily  tratfic,  like 
he  following : 

'00  passengers,  each  way.  a  S3 S600 

SO  tons  through  freight,  each  way,  S3  75 600 

^0    "     way  '•        hilf  distance Ih? 

vlail  service  and  express  jooos 79 

Makes  S4tJ0,000  per  year  as  above §1,466 

Estimated  C  >st  of  Road. 

MADE  BV  J.  n,  STRiUcil  AN,  CHlF.r  KNGINEER. 

Road-bed,  track  laying,  c  lairs,  spikes,  and  station 

buildings,  per  contract $740  000 

12,000  tons  rails,  at  present  prices 8OO.IK1O 

.Vlachinery  lor  first  ye?r.    210,000 

iligbt  of  way,  cn^ineerin| ;  and  incident- 
als  I 90.000 


Individual  stock  along  the! line. 

Names  of  contractors— aamuel  Hanna, 
P.  H.jagland,  Wi.liam  riitcheli— 6toclc 
taken  by  them  and  app  icable  on  their 
contract 


Value  of  donations,  depot  [grounds,  etc... 

To  oe  raised  on  loan,  secui  -d  by  eeorigage 
on  the  road  and  IrauchiM  .  lor  which  a?, 
000,000  bonds  will  be  1  ssued,  to  cover 
commissions  and  all   u  her  contiuKen 
cies 


150,000 

S*JOOOOO 
80,000 


690  000 


T°'al J 81070  000 

The  company  has  ageni  s  employed  in  solicitiue 
stock  subscriptions  along  he  line.  It  is  txptcted 
that  considcraole  additions  thereto  will  be  made  by 
the  Is:  of  Juneneit.  In  addition  to  all  tdis  the 
Pennsylvania  Central  railr  jad  company  has  agreed 
to  subscribe  S300  000  10  tie  capital  stock  of  oT 
road,  and  the  Ooio  and  Pennsylvania  road  will  oro. 
bably  subscribe  S  100,000 
The  means  of  the  company  will  stand  thus: 

County  subscriptions  ;ilon|:  the  line  ....  SJOO  000 
Individual 

Stock  taken  by  contractors 

"       by     Peunsylvinia 
road 

Proceeds  of  81,000,OOo'b(>L*ds,"'less  dis- 
count,   


Central 


35ti  OoO 
150,000 

300,000 

900,000 


S2  100,000 

If  the  Ohio  and  Pennsy  vania  road  makes  the 

subscription,  which  there  i:  evei  v  n-a.-on  lo  believe 

will  be  done,  this  will  adc  S  100,000  to  the  uieans 

of  the  company.  , 

From  the  above  must  b;  dcdu.  ted  discount  and 

sions  on  the  county  bunds.    The  individual 

•uod:   ilOOiJU   will 


7-10  per  Cent,  on  the  es 


e  stwk  is  paid  in,  and 
af  leaiizing  ihe  remain- 
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tioD  ot  the  ruad.     S;SUU,UUU   has  already   t>«ea  cfw 
peoded  on  ihe  line. 

Fur  the  purebas<e  of  rails  and  machinery  to  stock 
the  road,  the  directors  bare  ordered  the  sale  ot  the 
bonds  ot  the  corapan  v,  to  the  amount  of  one  million 
of  dollars,  bearing  7  per  cent,  interest,  payable 
Bemi-annually  in  the  city  of  New  York.  The 
punctual  payment  ot  both  principal  and  interest  is 
secured  by  a  deed  of  trust  to  Mr.  John  Ferguson, 
of  the  city  of  New  York,  of  the  road,  depot  grounds, 
franchises,  and  the  personal  property  of  the  com- 
pany. 

These  bonds  are  convertible  into  the  stock ol  thf 
company  at  par,  at  the  pleasure  ot  the  holder,  and 
at  any  time  belore  the  principal  shall  fall  due— fif 
teen  years.  In  case  ot  failaie  in  the  payment  ot 
either  interest  or  principal,  the  Trusfe  is  author- 
ized to  take  possession  ol  ihe  road,  grounds,  equip- 
ments, etc.,  or  any  part  thTeof,  and  to  use,  occupy, 
or  sell  the  same,  without  legal  process  or  delay,  ami 
apply  the  proceeds  to  the  payment  of  such  inieresi 
or  principal. 

A  copy  of  the  laws  authorizing  the  issue  and  sale 
of  these  bonds,  is  herewith  annexed. 

In  this  statement  we  have  desired  to  keep  withi." 
bounds  as  to  the  Javorable  character  ot  the  g'rounc 
I'T  the  cheap  construction  of  a  first  class  railway 
as  to  the  complete  aggregate  cost  of  such  a  roa.' 
feady  for  use,  and  as  to  its  local  and  relative  posi 
lion  fur  business.  It  is  the  road,  completed  anc 
equipped,  which  we  now  offer  for  the  security^)! 
th'-se  fiibt  and  only  mortgage  bonds  of  the  com^^ 
pany.  ^ 

'1  be  means  ot  the  road  are  set  down  as  larger 
than  (he  estimated  cost  ot  it.  Should  it  so  provi 
in  the  end,  it  will  be  all  the  better  for  the  creditor- 
of  the  road.  The  othcers  of  the  company  have  ust  J 
great  efforts  to  provide  largely  by  stock  subscrip- 
tions on  the  basis  ol  their  operations,  ihey  givins 
the  fullest  assurance  of  payment  to  the  purcbaserf 
of  the  company's  bonds.  Should  there  be  an  ex 
cess  of  means,  it  will  be  used  in  adding  to  the  ca- 
pacity of  the  company  to  do  the  very  large  businps> 
expected  to  be  thrown  upon  it  alter  complttion. 

MesTs.  Winslow,  Lanier  &  Co.,  No.  52  Wall- 
street,  New  York,  are  the  authorized  aseni-^  for  ihi 
sale  of  the  bonds,  who  are  prepared  to  furnish  any 
additional  inlonnation,  map-:  ot  the  line,  etc. 

Wir.Lts  Merim^n, 
President  Ohio  and  Indiana  R.  R.  Co. 


Jonruitl  of  llMilroad  Itwr. 

COJJSTRLCTING  RAILWAYS  LPON  IIIOHWAYS. 

What  d^'gree  of  care  does  the  law  require  ol 
companies  constructing  railways  on  public  streetr 
and  roads  1 

This  is  a  question  which  does  not  admit  of  a  verj 
precise  ariswer;  yetthe  decisions  of  our  courts  npoii 
this  head,  have  shed  sullicient  light  upon  the  sub- 
ject, for  the  occasions  which  will  most  irequenti) 
occur. 

"The  degree  of  care  and  foresight  which  it  i> 
necessary  to  u'^e  in  cases  »  f  this  description,"  *aii 
Chancellor  Walworth  in  '2  Denio  433,  "must  al 
ways  be  in  proportion  to  the  nature  and  magnitude 
ot  the  injury  that  will  be  likely  to  result  Irom  tht 
occurience  which  i^  to  b?  anticipated  and  guardei 
against.  And  it  should  be  that  care  and  prudenct 
vhich  a  discreet  and  cautious  individual  wouh 
or  ought  to  use  if  the  whole  risk  or  loss  were  to  bt 
his  own  exclusively." 

It  was  in  conformity  with  these  principles  thai 
the  Supreme  Court  decided  the  case  of  Mosh'  r  vs 
the  Uiica  and  Schenectady  railroad  company  t 
Barbour  430. 

The  charter  of  this  company  required  them  t( 
purchase  a  turopike  road  running  parallel  to  thi 
proposed  roadway,  and  to  a«siime  the  liabilities  oi 
the  turnpike  corporation  be/ore  they  should  be  per 
raitted  to  run  cars  upon  their  own  road;  and  gavi 
them  the  right  to  lay  their  railroad  track  along  anc 
across  the  bed  ol  the  turnpike,  but  required  them  ti 
restore  the  road  to  its  former  stale,  in  such  a  mat; 
(ier  u  Dot  to  impair  iia  uaefulQets ;  and  it  ww  bei^ 


that  if  the  turnpike  road  was,  by  means  of  the  rail- 
road, rendered  dangerous  to  horses,  the  company 
were  bound  to  remove  their  own  track  farther  from 
it,  or  in  some  other  suitable  way  to  remedy  the 
evil. 

If  in  consequence  of  the  noise  of  the  locomotive, 
travelling  upon  the  turnpike  with  horses  should  be 
rendered  unsafe,  the  railway  would  be  adjudged  to 
be  a  public  nuisance;  and  it  would  become  liable 
for  damages  to  any  one  who  should  sustain  injury 
(herefrom. 

Whether  or  not  a  company  under  such  circum- 
stances, had  failed  to  use  due  diligence,  would  be  a 
question  for  a  jury. 

In  connection  with  this  subject,  it  may  be  well 
to  cite  from  the  general  railroad  act  ot  the  State  of 
New  York,  the  followirjg  passage;  declaring  that 
railway  companies  are  authorized — 

"  To  construct  their  road  across,  along  or  upon 
any  stream  of  water,  watercourse,  street,  highway. 
plank-roaJ,  turnpike  or  canal  which  the  route  ot 
Its  road  shall  intersect  or  touch  ;  but  the  company 
shall  restore  the  stream  or  water-course,  street, 
highway,  plank-road  and  turnpike,  thus  intersected 
or  touched,  to  its  former  state,  or  to  such.staie  as 
not  to  have  impaired  its  usefulness.  *    * 

"Nothing  in  this  act  contained  shall  be  constru- 
ed to  authorize  the  erection  ot  any  bridge,  or  any 
other  obstructions  across,  in,  or  over  any  .«.tream  or 
lake  navigated  by  steam  or  sail  boats  at  the  place 
where  any  bridge  or  other  obstructions  may  be  pro- 
posed to  be  placed;  nor  to  authorize  the  construc- 
tion of  any  railroad  not  already  located  in  or  upon 
•jr  acr<  ss  any  streets  in  any  city,  without  the  assent 
of  the  corporation  of  such  city." — Lmws  of  New 
Yorko/ldbO. 


Rallroada  of  CaH«da> 

We  copy  the  loUowing  accouiil  ol  the  railroads 
of  Canada  from  (he  Cunadian  Journal,  an  excel- 
lent monthly  periodical  recently  established  in  the 
city  of  Toronto. 

The  Legislation  o(    the  recent  Session  of  the 

Provincial  Parliament  has  been  remarkable  for  the 

■lUmber  of  Charters  granted  to  Railway  Incorpora- 

ions  ani  for  the  amendments  granitd  to  existing 

companies. 

The  Atlantic  and  St.  Lawrence  Railway  Act  has 
been  amended.     This  road  is  now  under  construe 
tion  to  thf  Provii;ce   line,  and   will  there  connect 
with  the  Railroad  to  Portland,  in  Maine,  thus  con 
aectin*  the  City  of  Montreal  with  the  Atlantic  sea 
board  by  the  nearest  possible  route,  and  at  the  same 
tini'  affording  by  existing  Railroads,  or  in  progress, 
iccess  to  the  New  England   Slates,  and  to   the  sis 
ler  Province^.    The   length  of  the  St.  Lawrence 
*nu  Allaniic   roaJ,  from  Montreal  to  theProvin<te 
liD'-,  wiil  be  about  12G  miles,  of  which  95  milts,  to 
Shorbrooke,  are  constructed  and  in  wculiing  order, 
he  remaining  portion  is   l)eing   pu>-lied   forward 
vigorously,  and  it  is  expected  it  will  be  eompieted 
during  the  ensuing  summer,  as  well  as  ;hat  part  of 
Uie  line  which  lies  in  the  State' of  Maine. 

Another  Act  authorises  the  Montreal  and  New 
York  Railroad  Company  to  extend  ihei.'  road,  and 
10  acquire  the  necessary    land  tor  such  extension 
Tnis  road    connects  Montreal    (via  t!:e    Lachine 
Railroad  and  Ferry,  to  Cauganawaga.)  with  the 
O^dersburgh  road  of   New    York,  and    extends 
southward  to  Plat;.sburph.  by  it  the  tiiiio  of  travel 
between   Montreal  and  the  western  part  of  tht 
Province  ismntcrially  reduced  and  another  cbanne 
ipencd  to  the  business  of  New  York.  It  has  already 
t>een  opened  for  travel  in  connrxiou   with  the  O 
lensbnrjrh  road,  but  we  have  no  inlornntion  as  to 
(he  dii  eciion  which  its  exiensivin  i'*  to  take. 

The  next,  though  not  precisely  a  Railway  Act,  is 
passed  ••  in  order  to  enable  the  Town  of  Dundasto 
/rant  its  security  to  the  G.ed'.    We>t"rn    Railroad 
»u  b;-hairo(  the  Desjardint's  Canal  Compacy,  for 
certain  improvrmenis  in  said  Canal."     Such  *' iin 
jrovemcrits"  were   render- d  necessary,  in  fact  on 
«voi  lable,    by   the   unsuccessiul    attempts   of  the 
Great  Western  Company  to  construct  a  bridge 
icross  the  present  Canal,  a',  the  Burlington  Heights, 
where,  alter  eipendioga  large  atnouot  of  moaey, 


it  was  touud  advisable  to  abtodon  the  woik!«and 
change  the  course  of  the  Canal — this  change  is 
considered,  to  a  certain  extent,  an  improvement  of 
that  navigation. 

"An  Act  to  incorporate  the  Main  Trunk  Railway 
of  Canada,"  is  the  most  important  Railway  Act 
of  the  session,  and  demands  more  extended  notice 
than  we  are  now  prepared  to  give  it.  The  Com- 
pany will  be  entitled  to  the  Goverr^ment  guarantee 
of  £3,000  sterling  per  mile.  With  the  political 
movements  which  accompanied  its  passage  through 
the  Legislature,  we  have  nothipg  to  do — but  we 
may  be  permitted  to  express  our  satisfaction  at  the 
fair  prospects  opened  by  it  for  the  early  construc- 
tion of  a  main  line  of  communication  through  the 
whole  length  of  Canada,  and  our  hope  that  its  final 
location  will  be  determined,  as  well  with  a  view  to 
the  economical  construction  and  subsfquent  work- 
ing of  the  road,  as  to  conserve  the  broadest  inter- 
ests of  the  whole  Province.  At  present,  we  believe, 
no  more  is  known  in  reference  to  its  route  than 
that  it  is  intended  to  extend  from  Montreal  to 
Kingston,  and  thence  to  Toronl<» — below  Montreal 
the  Atlantic  and  St.  Lawrente  road,  asfarasRich- 
mrnd,  already  in  operation,  and  the  Richmond  and 
Gluebec  road,  now  under  construction,  will  connect 
the  Main  Trunk  with  Quebec— below  duebec  the 
Trois  Pistoles  road  will  carry  it  on  to  that  point, 
and  thence  it  is  expected  a  road  will  be  constructed 
to  Miramicbi,  thus  uniting  with  the  roads  project- 
ed and  in  progress  in  Nova  Scotia  and  New 
Brunswick. 

Westward  of  Toronto,  the  Toronto  and  Guelph 
road,  now  under  contract  as  far  as  Guelph,  and  its 
recently  chartered  extension  to  Port  tjsrnia,  will 
c.iiinecllhe  Main  Trunk  wiih  tlie  waters  ot  Lake 
Huron,  at  the  head  of  iht  river  St.  Clair,  and  with 
the  most  fertile  region  of  the  Canadian  Peninsula; 
beyond  that  point  a  ihort  road  iu  Michigan,  (we 
believe  now  under  construction  to  Port  Huron,  im- 
mediately opposite  and  within  one-fourth  of  a 
mile  ot  Port  Sainia,)  will  connect  through  Dtlroit, 
and  by  the  Michigan  Cei.trcl  Railroad,  with  Chi- 
cago and  all  the  roads  west  and  Fouth-west  ot  ttiat 
paint.  F.'om  Port  Huron,  .another  road,  partly 
constructed  extends  through 'he  heart  ol  Micbisan 
to  Grand  Haven,  opposite  MilwauVie,  while  Port 
Sarnia  being  at  the  loot  of  Lake  Huron,  will  com- 
mand a  large  portion  of  the  nonb- western  traile, 
borne  over  Laltes  Michigan  and  Huron.  The  im- 
portance of  such  a  chain  ol  communication  through 
the  Provinces  and  extending  into  the  ai^joining 
Republic  can  hardly  be  over-rated,  and  the  connex- 
ion which  the  Maiu  Trunk  has  with  the  lines  we 
have  named,  can  not  lail  to  make,  it  a  profitable 
speculation.  These  are  not,  however,  all  the  sour- 
ces from  which  it  will  derive  support.  It  will  be 
connected  by  a  line  Irom  Toron'o  to  Hamilton, 
wiith  the  Great  WesUrn  road,  which  also  connects 
via  Detroit  with  in;>st  of  the  lines  above  named 
westward  of  that  point,  and  though  the  larger  por- 
tion of  ihe  Great  Western's  trade  may  r'-asonpbly 
be  expected  to  pass  over  its  exttnsion  to  the  Niag- 
ara Frontier  into  the  aiijoiningSiaie — .(ill  it  must, 
to  a  certain  extent,  be  a  leeder  to  the  Grand  Trunk. 
Many  brai.eh  roads  will  doub  less  be  cmstru  ted, 
feiritchiiig  into  the  interior  ol  tli'.-  country,  of  which 
some  are  already  proj-'cted.  and  will  become  valu- 
able contributors  to  tne  trade  of  the  Main  Line. 

The  distances  from  Trois  Pistoles  to  D.  troit,  by 
this  system  of  roa  is,  will  be  nearly  as  toiiow  : — 

Trois  Pistoles  to  duebec,  say U5  miles. 

duebec  to  Richmond 9(i 

Riehmond  to  Mo-itreal 7^ 

Montreal  to  Kingston 170 

Kingston  to  Toronto 165      ' 

Via  Port  Sarnia:—  {        C40 

From  Toronto  to  Guelph.. 47  miles. 

Gueloh  to  Sarnia Il5 

Sarnia  to  Detroit,  (in  Michigan) 52 

Via  Hamilton:—  214 

From  Toronto  to  llamilion 40  miles. 

"      Hamilton  to  Detroit IbO 

2i0  miles. 

The  Main  Trunk,  therefore,  with  its  cxl-nsions, 

will  consist  of  107*  miles  in  Canada,  ol  which  387 

miles  are  undpr  contract  and  in  a  forward  state,  and 

about  90  miles  i^  operation. 
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"An  Act  to  amnndthe  Erie  and  Ontario  Rail- 
road Company,"  relates  to  a  Company  chartered  in 
1835  for  the  construction  of  a  railroad  between  the 
mouth  of  the  Niagara  River  and  Chippawa,  thus 
connecting  the  navigation  of  Lakes  Eiie  and  On 
tariot)y  railroad  on  the  Canada  side.  This  road 
will  of  course  be  in  direct  competition  with  the  one 
already  commenced  on  the  opposite  side  of  the 
river  to  eximd  Irom  Buffalo  to  Youngstown. 

Two  Acts  were  pa'^s-d  in  relation  to  the  Bylown 
and  Prefccott  railroad,  one  granting  certain  lands  in 
Bytown,  the  other  amending  a  former  charter. 
The  Bytown  and  Prescoit  road  connects  the  heart 
ot  the  Oaawa  country  at  Bytown,  with  the  St. 
Lawrence  at  Pres-cott,  immediately  opposite  the 
terminus  of  the  0:idensburgh  road — a  distance  a 
distance  of  about  51  miles.  The  grading  of  ths 
road  is  in  a  forward  state,  and  it  is  confilently  as- 
serted thai  it  will  be  open  for  business  next  -eason. 

"An  Act  to  incorporate  the  Toronto  and  Guelph 
Railway  Company."  This  title  hardly  expres^e? 
the  objf ct  ot  the  Act,  which  empowers  the  Com- 
pany previously  chartered  to  extend  their  line  to 
the  waters  of  Lake  Hu.-on  at  Sarnia.  We  have 
aln^ady  alluded  to  this  in  connexion  with  the 
Giand  Trunk  line  ;  it  will  compete  with  the  Great 
Western  for  the  trade  of  the  far  west,  and  will  un- 
doubtedly obtain  that  portion  of  it  which  is  desti- 
ned to  pass  through  Canada,  on  the  other  hand,  the 
Great  Western  must  always  command  such  oi 
the  westeri<  business  as  will  find  a  more  profitable 
channel  to  market  over  the  roads  of  New  York. 

The  "  Toronto  and  Sarnia"  road,  as  it  may  oiore 
correctly  brf  oamed,  passes  through  the  best  agri- 
cultural districts  in  Upper  Canada,  and  will  com- 
mand a  prodtable  local  business. 

The  next  Act  relates  to  the  Peterborough  and 
Port  H'>pe  railroad,  a  charter  tor  which  was  grant- 
ed in  1U46.  It  is  an  important  brauch  road,  and 
when  constructed,  will  bring  a  rich  section  ol 
Canada  into  communication  with  the  navigation 
ot  Lake  Ontario  and  with  the  "  Main  Trunk." 
Anomer  act  charters,  or  rather  renews  a  charter, 
granted  ia  1831,  (or  the  construction  of  a  railroad 
Irora  Cobourg  (only  seven  miles  from  Port  Hope) 
to  Peterborough.  It  is  not,  we  presume,  seriously 
intended  to  construct  both  lines,  as  in  that  event 
neither  could  be  made  profitable,  ana  either  woulu 
answer  every  purpose  in  opening  the  interior  ol 
the  country.  Tne  rivalry  is  confined  to  the  towns 
ol  Cobourg  and  Pott  Hope,  which  are  bidding  lor 
the  business  of  Peterboiough.  Neitherof  the  lines, 
we  believe,  offer  any  serious  eugineering  difficulty 
to  their  construction ;  and  the  only  obstruction  will 
be  of  a  financial  character;  the  first  to  overcome 
that  will  be  the  successdul  competitor.  The  engi 
neer  ot  the  Port  Hope  line  has  made  his  repoit  ot 
a  preliminary  survey— we  are  not  aware  that  any- 
thing has  been  done  on  the  other  route. 

"An  Act  authorising  the  construction  of  a  rail- 
way fiom  Gait  to  Guelph."  Thi^  line  will  be  an 
extension  ol  '.he  branch  trom  the  Great  Western  to 
Gait,  already  untier construction,  it  is  an  tffort  to 
obtain  for  the  Great  Westein  road  and  the  city  ol 
Hduiilioii,  a  share  of  the  business  of  Guelph  ana 
its  vicinity,  which  will  otherwise  be  drawn  off  by 
the  Toionio  and  Guelph  line.  It  may  therelore  be 
consi>lereJ  as  an  extension  of  the  charter  of  the 
Great  Western  company. 

The  Hamilton  and  Toronto  railway  company 
has  obtained  a  charter  for  constructing  a  railroaa 
between  those  cities.  It.  will  be  an  importact  road. 
as  connecting  the  two  principal  cities  of  Canada 
West,  and  as  a  link  connecting  the  Great  Western 
with  the  Main  Trunk  at  Toronto.  There  are  no 
engineering  difficulties  likely  to  make  this  an  ex- 
pensive road,  and  it  will  undoubtedly  afford  ample 
remuneration  for  capital  invested  in  it.  A  prelim 
ii'ary  survey  has  been  made  under  the  direction  ol 
Mr.  Benedict- late  Chiel  Engineer  to  the  Great 
Western  company.  We  think  Toronto  woulu 
hdvc  consulteu  h^r  own  inie.ests  had  she  taken  a 
more  active  part  in  the  successlul  prosecution  ol 
this  enterprise— it  will  lorm  the  connecting  link  be- 
tween this  city  and  tne  ro.'^ds  ol  tne  State  of  New 
loiw,  ana  the  inu  rests  of  her  business  in  that  di- 
rection, as  well  as  westward  of  Hamilton,  make  a 
lair  representation  in  its  management  ol  great  im- 
ponauce.  * 

_'An  Act  to  empower  any  railway  company, 
whose  railway  Joms  part  of  the  Mais  Truck  lioe 


of  railway  throughout  this  Province,  to  univ».  *''h 
any  othtr  suchcompanjr,  or  to  purchase  the  piop«r- 
ly  and  rights  of  any  such  company  ;  and  to  repeal 
certain  acts  therein  mentioned,  incurporatiog  rajl- 
way  companies  " 

This  act  lequires  no  comment — it  is  intended  to 
lacilitate  the  luture  working  of  the  main  line 
through  the  Province,  under  one  management. 

•'  An  Act  to  provide  lor  the  incorporation  of  a 
company,  to  construct  a  railway  from  opposite 
duebec  to  Trois  Pistoles,  and  for  the  extension  ol 
such  railway  to  the  eastern  frontier  of  this  Prov- 
ince." 

This  has  already  been  noticed  in  connection 
wi'h  the  main  trunk,  of  which  it  will  eventually 
form  the  eastern  extension  towards  Halifax.  We 
understand  that  the  necessary  capital  has  been  sub- 
scribed towards  this  line,  and  that  there  is  a  fair 
prospect  of  its  early  construction.  It  will  he  en- 
titled to  the  Government  guarantee  of  ilJ,000  ster- 
ling per  mile.  From  Trois  Pistoles  a  road  to  Mi- 
ramachi  will  meet  the  loads  of  Nova  iScotia  and 
New  Brunswick. 

"  An  Act  to  amend  and  extend  the  act  incorpor- 
ating a  company  lor  mak:in£,  a  railroad  Irom  the 
village  of  Industry  to  the  townsliip  of  Rawdon  in 
Lower  Canada."  This  road  is  nearly  completed 
— it  has  only  a  local  importance. 

"  An  Act  to  amend  the  act  incorporating  the  On 
tario,  Simcoe  and  Huron  Railroad  Union  Compa 
«y."  The  amendment  relates  to  the  election  oi  di- 
rectors, and  repeals  ihat  pan  of  the  original  char- 
ter which  empowered  the  company  to  laise  mjney 
oy  lottery.  This  road  is  in  a  very  iorward  state, 
ind  will  doubtless  be  the  first  completed  road  in 
Upper  Canada.  There  are  alreaay  27  miles  oi 
iron  laid,  and  it  is  in  contemplation  to  open  the 
••ompleted  portion  ol  it  immediately,  beyond  thi 
27  ini!e->,  the  grading  is  vet}  neatly  completed  as 
lar  as  Barrie  (63  miles  from  Toronto),  thence  to 
t.he  waters  of  Like  Huron,  at>out3U  miles,  theiur- 
veys  are  already  made,  and  the  road  will  be  con- 
structed biloie  the  fall  ot  1853.  This  road  will  re- 
ceive the  government  guaiautee  lor  one  half  the 
cost  of  its  coDMructirn.  It  is  a  road  ol  great  im- 
parlance, as  being  the  nearest  connecting  link  t)e- 
iween  the  navigation  of  lakes  Huron  and  Michi- 
gan, and  Ontario,  and  will  wiihoutdoubt  commanu 
i  large  share  of  the  business  of  the  northwest,  and 
all  the  business  of  the  vast  mineral  regions  of  lake 
Superior,  since  the  distance  by  this  route  to  the 
projected  ca"al  at  Sault  Sie.  Mary,  and  to  the 
Straits  of  Mackinaw,  from  New  York  and  Boston, 
will  Oe  less  by  some  250  miles  than  any  other  route. 
Independently  of  this,  however,  (i5  miles  of  the 
road  pass  through  a  very  'ich  and  thickly  settled 
country,  the  business  of  which  has  hitherto  found 
its  way  to  Toronto,  over  the  "  Yonge  Street  Mac- 
adamised roads  " 

"  An  Act  to  authorise  the  Brantford  and  Buffalo 
Joint  Stock  railro.id  company,  to  construct  a  rail- 
way from  Port  Erie  to  Goderich."  This  road  had 
oeen  commenced  from  Fort  Erie  to  Brantford,  and 
partly  graded  under  the  general  road  act,  since  re- 
pealed. The  present  act  empowers  the  company 
to  extend  thei""  line  to  Godcrich— it  will  therelore 
cross  both  the  "  Great  Western"  and  the  "  Toronto 
and  Sarnia"  roads  at  neariy  right  angles. 

"  An  Act  to  incorpoiaie  the  Grand  Junction  rail- 
road company."  The  Grand  Junction  railway,  we 
believe,  is  intended  to  connect  Peterborough  with 
(he  waters  of  Lake  Huron  at  Gloucester  bay,  with 
Toronto,  and  with  the  main  trunk  at  or  near  Belle- 
ville. It  would  undoubtedly  qpen  a  vast  and  val- 
uable tract  ot  country,  but  we  are  of  opinion  that 
part  of  the  project  at  least  is  premature. 

We  have  now,  we  believe,  notictd  all  the  acts 
relating  to  railways,  passed  during  the  recent  ses- 
sion. They  embrace  an  amount  of  railway  legis 
lation  certainly  unprecedented  in  a  Canadian  par- 
liament, and  it  all  the  roads  projected  are  buil", 
Canada  will  in  no  way  be  behind  her  n-:ighbors  in 
railroad  communication.  It  is  tiue  that  some  ol 
the  piojects  are  of  doubtful  value,  or  at  least  pre- 
mature; but  none  ol  them  arehkely  lo  be  proceed- 
ed wuh,  except  such  as  are  well  calculated  to  make 
a  lair  return  lor  the  capital  invested.  We  give  t>e- 
low  a  synopsis  of  the  railroads  chartered  and  in 
progress  in  Canada,  by  which  it  will  be  se-'n  that 
we  now  have  205  miles  in  operation;  618  miles, 
under  cocstructiun ;  and  lU&ti  mites  chartered.       [ 


Montreal  and  Lachine. 
Champiain   and  St.  Lawrent:e 

to  Rouse's  Point 

Rawdon  and  Industry 

St.  Lawrence  and  Atlantic  . 
Montreal   and    New   York, 

Moer's  Corners 

duebec  and  Richmond 

tetuebec  and  Trois  Pittoles. . 
Montreal  to  Kingston,  i  Mai 
Kingston  to  Toronto,    J  Tru 

Prescott  and  Bytown 

Peterborough  and  Pott  Hope 
Peterborougn  and  Cobouig. 
Grand  Junction — 

Peterbo/o'  to  Belleville, 
"  Gloucester 

"  Toronto 

Ontario,  Simcoe  and  Huron 

Toronto  to  Lake  Huron. . 
Toronto  and  Sarnia — 

Toionto  to  Gixeipb 

Guelph  to  Siatidrd 

Stratford  to  Sarnia 

Toronto  and  Hamilton 

Great  Western — 

Hamilton  to  London ..... 

London  to  Detroit 

Hamilton  to  Niagara  river 

London  to  Samia. ..., 

Junction  ta  Gait 

Gait  to  Guelph 

B  ifl'alo  pnd  Godcrich  — 

Buffalo  to  Brantford. 

Brantford  to  Stratfoid 

Stratford  to  G<>dericn. 
Erie  and  Ontario- 
Niagara  to  Cnippawa 


43  — 
—  20 
95      31 


—      90 


—      54 
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Total . 


Ohio   Railroad 

The  present  legislature  ol 


the  K.llowing  act  ia  reference  to  the  sales  of  rail- 
road bonds 
An  Act  Relating  to  lAc  sale  of  bonds  of  railroad 

panics,  and  lo  increase  the  lumhtr  of  dinclors. 

Skctio.n  I.  Bt  it  enacted  by 
ofllie  Stale  of  Okio,  That  th 


Ifu:  G.neral  AssevMy 
directors  ol  any  rail- 
road company  authorized  to  borrow  money  aud  to 


execute  bonds  or  promissory 
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Bonds. 

Onio  has  just  passed 


ton^ 


notes  (herelor,  siball 


be,  and  they  are  hereby  auti  oriztd  to  sell,  negoti 
ate,  mortgage  or  pledge  sut  h  bonds  or  notes,  as 
well  as  any  notes,  bonds,  sci  ip  or  certificates  lor 
the  payment  of  money  or  projerty  which  such  com- 
pany may  have  heretofore  received  or  shall  here- 
alter  receive  as  donations  oi  iu  payment  of  sub- 
scriptions to  the  capital  stoc  t  or  lor  other  dues  of 
such  company,  at  such  times  and  in  such  places 
either  within  or  without  th  ;  State,  and  at  such 
rates  and  lor  such  prices  as  in  the  opinion  of  said 
directors  will  best  advance  he  interests  of  such 
company  ;  aud  if  such  notes  »r  bonds  are  thus  sold 
at  a  discount,  such  sale  shall  be  as  valid  in  every 
respect,  aud  such  securities  as  binding  for  the  re- 
spective amounts  thereof,  zfi  if  they  were  sold  at 
their  par  value. 

Sec.  2.  No  director  ol  any  railroad  company 
shall  either  oireclly  or  ind  reclly  purchase  any 
sh;tre  of  the  capital  stock  or  i  x\y  ot  »he  tM)nds,  Dotes 
or  other  securities  01  any  railniadcompany  of  which 
he  may  be  a  director,  lor  les;  ihan  the  par  value 
thereof,  and  all  such  stocks,  bonds,  notes  or  other 
securities  that  may  be.  purclased  by  any  suco  di- 
rector lor  less  than  the  par  value  shall  be  null  and 
void. 

Sec.  3.  That  any  railroac  company  heretofore 
incorporated,  or  which  may  le  iieicdiicr  imo  oor- 
ated  in  this  State,  shall  be  am  I  i;>be!el»y  nuthoriz.'d 
by  a  vote  of  a  majority  ot  tie  s-ock  ol  sucl:  com- 
pany, to  increase  the  nunibci  ol  itirtciors  piuviiued 
lor  in  the  charter  ol  such  conpai  y  to  any  number 
not  greater  than  thirteen;  anl  the  incre..sea  num- 
tier  ul"  Cirettors  ih«s  treajed  shall  have  the  tarn* 


'^wiWafi^v^^Bjppp  npiiyilu'  V^^'f-fy^'^  7K  T  ">».TO 


24 


AMKRICAK    RAIJLROAU    JOURHAL.. 


powei'9  anU  periorm  the  sain>.'  duiies  as  may  be  pro- 
vided for  in  ihe  charter  of  such  company. 

American   Railroad  Journal. 


Satmrdajr,  Jaaa«rjr  8,  1853« 


I<«ke  Ontario  and  New  York  City  Railroad. 

The  lines  of  railroad,  now  in  progress  of  con- 
struction between  Oswego  and  Elizabeihtown,New 
Jersey,  will  soon  be  called  "  the  Ltake  Ontario  and 
iVrtP  York  City  Railroad."  We  understand  that  a 
measure  is  on  foot,  and  certain  to  be  concluded,  to 
make  the  Oswego  and  Syracuse — the  Syracuse  and 
Binphamlon— the  Cobb's  Gap  and  the  New^Jersey 
Central  road  all  six  ftet  wide.  The  gauges  of  the 
Lackawanna  and  Western, and  about  15  >ni!cs  of  the 
Erie,  which  form  links  in  the  chain,  are  alr<»ady  six 
feet  wide.  This  will  be  one  of  the  most  important 
and  productive  lines  of  railroad  in  the  country. 
The  exports  of  Oswego  are  immense,  the  demand 
lor  the  Scranton  coal  at  Syracuse,  for  lier  vas't  salt 
works,  and  at  Oswc go  for  Canada,  and  for  ballast 
for  the  upper  Lake  vessels,  will  be  almost  enough 
to  give  employment  and  secure  liberal  dividends 
to  the  upper  line  of  this  chain.  But  the  distance 
from  Lake  Ontario  to  New  York  by  this  route,  be- 
ing shortened  about  HO  miles,  and  to  Philadelphia 
nearly  a  hundred,  the  road  cannot  (ail  to  come  in 
for  a  very  liberal  share  of  the  passenger  business. 
Over  that  portion  from  Scranton  to  Elizabttiitown, 
a  great  proportion  of  our  supp'y  of  coal  must  ne- 
cessarily come,  as  the  mines  are  only  l.'JO  miles 
from  our  ciiy.  It  is  destined,  truly,  to  be  a  great 
railroad  line,  as  important  to  {Republic  as  it  will  be 
productive  to  its  slockh(  1  iers. 

Panama  Railroad.  ' 

"  The  Panama  railroad  company  has  made  a  di- 
Tidend  of  ten  per  cent.,  payable  in  stock.  The 
road  has  been  in  operation,  we  think,  about  six 
months.  This,  for  an  unfinished  work,  is  certain- 
ly high'y  encourtTgiiig.  ' 

I  The  above,  which  is  going  the  rounds  of  the  pa- 
pers, is  certainly  one  of  the  most  extraordinary 
specimens  of  humbugging  that  we  ever  heard  of 

|It  may  be  proper  for  thiscompauy  to  pay  dividends 
upon  its  stock,  bsfore  the  opening  of  the  road,  but 
lo  do  so  upon  the  pretence  that  one  has  been  actu- 

lally  earned,  and  that  tco  equal  to  10  per  cent,  lor 
the  fiist  £ix  months' operation  of  an  un/lni&hed  road 
is,  we  think,  a  most  bare-faced  act  of  deception. — 
The  road  has  done  well  if  it  has  paid  running  ex- 
penses. We  believe,  from  the  beit  information  we 
can  obtain,  it  has  not  done  this.  We  arc  not  fur- 
nished with  any  financial  statement  of  the  afTairs 
of  the  company,  and  prc-ume  none  has  been  pub- 
lished. Such  an  exhit)i:ion  would  probably  defeat 
the  object  of  the  dividend. 

Oliio  and  IniUana  Railroad. 

We  give  this  week  the  exhibit  of  the  Ohio  and 
Indiana  railrond  company,  which  shows  its  affairs 
in  a  favorable  light.     This  road  will  form  a  portion 
of  the  great  avenue  between  Central  Ohio  and  Chi- 
cago, and  is  regarded  as  the  legitimate  extension, 
to  ihe  la^t  named  city,  of  the  Baliimtire  and  Phila- 
delphia lines,  which  meet  in  central  Ohio.     Th.; 
road  is  one  of  remarkably  easy  construction,  and 
has  been  carried  forward  wi-h  coramendat'Ie  ener- 
gy.   The  company  has  secured  a  sufficient  basis 
in  stock  subicriptions,  to  runler  the  proposed  loan  1 
not  only  perfectly  .•■afk',  but  onL-ol  the  most  inviiincrj 
in  the  market.    The  contractors  of  the  road  are 
well  and  favorably  known  iu  this  community,  as  i 
gentlemen  of  extensive  means  and  high  character,  j 


and  who  can  easily  make  good  their  subscriptions 
of  stock.  The  affairs  of  the  company  are  in  the 
hawls  of  practical  men,  who,  having  sufficieni 
means  at  command,  mean  that  the  apparent  and 
real  cost  of  the  road  shall  be  expressed  by  the  same 
figures. 


Railroad  Condactor«  between  Albany 
and    Buffalo. 

The  Albany  Journal  gives  the  following  list  of 
railroad  Conductors  between  New  York  and  Buf 
falo. 

Hudson  River  Railroad. — John  D.  Elliott,  Louis 

F.  Minard,  John  D.  Vermuele,  Wm.  B.  Shaw, 
George  Simpson.  Wm.  H.  Smith,  Moses  J.  Ferry, 
Daniel  Young,  Barney  DeKlyn,  Wm.  H.  IngeJI. 
Allen  Conrey,  P.  J.  Parrison,  John  II.  Bj^twick. 
Joseph  BiHiroson,  E.  S.  Cadwcil,  Waldo  A.  Fisher^ 
Joseph  Gardner,  L.  H.  Clements,  John  B.  Gilletl. 
A  D.  Cole,  Dfwitt  C.  Sheldon,  Wm.  H.  Hudson, 
Philip  Coons,  Peter  S.  Yenry,  Wm.  Welius. 

Albany  and  Schenectady  Railroad.— dhe  Thomp- 
son, P.  ii.  Livingston. 

Schenectady  and  Ulica  Railroad.-  D.  L.  Fremyer. 
J.  H.  Ward.  V.  Meek-r,  A.  D.  Smith,  G.  H.  Clark, 
rf^cG.  Williams,  M.  Gardner. 

Ltica  and  Svratvse  Railroad.— Ii.  T.  Fellows, 
—  Cottle,  —  Church,  —  Wfietler,  —  Eckcrt,  — 
Campbell,  E.  D.  Fellows. 

Syracuse  and  Rochester  Railroad.— W.  R.  Giflford, 
W.  P.  Hurd,  A  Bankson,  Jarn.-s  Giff.-rd,  S.  M. 
Strong.  Robert  Walker,  H.  M  Fiink,  J.AJ.Fa'go. 
r.  Giffjid,  Wm.  Gifford,  H.  B.  Dutten,  S.  Don- 
nelly. 

Rochester  and  Bvffalo  Railroad  —Geo.  W.  Tate, 

G.  Smith  Jr.,  H.  G  Billings,  F.  Smith,  J.  Hnueh- 
tai;ng,  William  White,  Wm.  Butman,  L.  M.  Bil- 
lings, J.  W.  Houghtaling. 

General  Railroad  Lavr  of  Indiana. 

We  give  this  week  a  copy  of  the  General  Rail- 
road L'lw  of  Indiana.  There  are  Jour  States  which 
have  adopted  what  may  be  termed  general  railroad 
laiDS;  New  York,  Ohio,  Illinois  and  Indiana.  Their 
object  is  to  make  the  construction  of  roads  the  com- 
mon right  of  all.  We  hope  the  example  of  the 
above^will  soon  be  followed  by  all  the  other  States. 

Railroads  In  Beaver  Coiiuty. 

A  meeting  was  lately  held  in  Bridgewatcr,  Bea- 
ver coonty,  at  which  resolutions  were  passed  that 
if  raid  road  intersects  ihc  Wellsville  and  Pittsburgh 
road  at  the  mouth  of  the  Beaver  river,  thty  would 
use  alt  the  means  in  theii  power  to  procure  the 
rijjht  of  way,  and  that  the  Commissioners  of  Bea- 
ver county  be  requested  to  take  such  measures  for 
th  •  subscription  of  s-ock  to  sail  road,  as  may  be  in 
th'?ir  power.  They  alxo  rrsolved  to  subscribe  to 
th2  stock  to  the  extent  of  their  means,  and  use  their 
be>t  endeavors   to  procure  the  largest   possible  a- 

mount  of  stock  to  said  contemplated  road. 

d  ^ 

Ohio  and  Mississippi  Railroad. 

This  important  road  is  going  ahead,  and  the 
company  let  the  gracing,  masonry  and  bridging  of 
115  miles,  from  the  iclersection  of  the  JefTerson- 
vi'.le  anjl  Columbus  railroad,  in  Jackson  county,  to 
Vineenncs  on  the  6th  of  January,  at  Cincinnati.  It 
is  a  lieavy  part  of  the  road,  including  two  tunnels, 
ai  d  five  large  bridges,  and  comprises  all  the  work 
OL  Ilie  road  from  Cincinnati  to  St.  LouIh,  ijot  pre- 
viously ondercontracf.  Contractors  will  be  required 
to  comtoence  w  ork  immeciately. 

Mobile  and  Ohio  RnllroRd. 

The  We.^l  Tennessee  Whi^'  of  t.ne  Uth  uli.,  says: 
The  aretil  of  the  railroa  J  repiris  hi.i  progress  in  se 
'.rring  slock,  and  leitii<g  out  contracts  as  very  en- 
e(  uragiug.    The  whole  amount  necessary  to  pre- 
pare the  road  bed  id  Tennessee  for  the  laying  down 


of  ihe  iron  is  $900,000,  ol  which  amount  there  has 
been  raised  a  bona  fide  subscription  of  $840,000 
leaving  only  the  small  sum  of  $60,000  to  be  raised 
to  complete  the  entire  subscription. 

The  whole  distance  which  the  road  traverses  the 
State  is  119  miles,  leaving  .Vi  miles  to  be  let  out, 
which  will  be  mostly  accomplished  within  the  pre- 
sent month. 


stock  and  Money  Market* 

The  money  continues  in  the  same  condition 
noted  for  some  weeks  past.  The  demand  is  active, 
while  the  supply  is  good.  The  rates  paid  in  the 
street,  however,  are  somewhat  greater  than  the  av- 
erage for  some  weeks  past. 

There  continues  to  be  an  active  demand  for  first 
class  securities  of  new  works,  with  but  a  limited 
supply  upon  the  market. 

We  annex  the  annual  statement  of  the  Mint  at 
Philadelphia  for  the  year  1852: 

TOTAL  COI.NACiE  FOR   1852. 
GOLD. 

Pifces. 

Double  Eagles 2,053  026 

Eagles 2{\^^^^M't 

HalfEagles ^  573,901 

Quarter  Eagles 1,158  381 

Gold  Dollars 2  045  351 


Silver,. 
Copper. 


6,094,765 
.27.'i'19  555 
.  5,162  0114 


Value. 
$41,060,520 
2  631  (»<») 
2  869  505 
2  8;>!l,-J02 
2045  351 

S51. 505.638 

52,352  949 

5l,ti20 


32,711619         S52,404,569 

COINAGE  POR  DKCEMBER,  1852.     , 
GOLD. 


Pieces. 

Double  Eagles 265816 

fc:<«gles II  215 

Half  Eagles £2  087 

Quarter  Eagles 38  (160 

Gold  Dollars 133,850 


471,858 

Silver 4,57.V008 

Copper 886.341 


Gold  bullion  deposited— 
From  California... 
From  other  sources. 


5,461,349 


Value. 

S5  3 1 6,320 

112  550 

111.435 

96  650 

133,b50 

$5,770  705 

5,924  507 

8H63 

$5,933  370 

.S3,265,000 
66,000 


Silver  bullion  deposited 


1^3,330,000 
19,500 


GOLD  BUr.LtON  DEPOSITED. 


1851. 

.Fanuary $5  071  669 

February 3  004  St70 

March 2J5h0  27l 

April 2  878,3.>3 

May 32t;9,49l 

June 3  637  5<;0 

July 3  127517 

August 4  135  312 

September 4,04<i799 

October... 4,743  5*^4 

November 5,492,454 

December 5,56 1 ,425 


1852. 

$4  161  688 

3,010  222 

3  892  1.56 

3  0l»l,037 

4  335.578 

6  689,474 
4  193,880 
2  671  563 

.   4,253,687 
4  140  069 

7  279  941 
3,330,000 


$47,929,405     ^  $51,049,295 

The  business  of  the  Cleveland,  Columbus  and 
Cincinnati  railroad  for  the  past  season  has  been  re- 
markably gre?at. 

The  receipts  of  the  six  months  ending  Nov.  30, 

1852  were $512022  44 

For  the  same  period  in  1851 341680  96 


Increase  for  1852,  50  p'r  cent $170,341  48 

The  business  for  December  has  not  j-ct  been 
made  up,  but  it  is  equally  great,  and  largely  in  ex- 
cess of  the  estimates, 

■t    " 
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The  receipts  of  ihe  Erie  railroad  for  Decembi  r 
are  in  advance  of  the  estimates,  S350,000  made  at 
the  time  of  declaring  the  dividend.  The  figures 
are: 

Drc,  1S52 »352,138  33 

Dec,  1851 S?96,280  00 


Increase 855,858  3 J 

The  aggregate  receipts  for  the  twelve  mouths 
ending  31st  Dec  ,  1852, 

Are S3,r.94  207 

Same  time,  1851 ltJ,773,l37 


Increase,  about  33  per  cent :8i92I  070 

Finances  of  Tenriessee.—The  annrxed  statement 
exhibits  the  public  indebtedness  of  the  otate  of  Ten- 
nessee on  the  1st  Oct.  !852: 
Total  indebtedness  of  the  state,  Octo- 
ber 1,  1851 S3,G31,85t>  66 

Capital  bonds  authorised  to  be  issued 
under  the  act  ot  the  late  General 
Assembly 250,000  00 


Indebtedness  o!  the  State $3,901,856  66 

CONTINGENT  FUND. 

Bonds  issued  as  a  loan  to  the  East 
Tennessee  and  Georgia  railroad $350,000  00 

Do.  Eist  Tennessee  and  Virginia  rail- 
road     300  000  00 

Do.  Gibson  and  Dyer  Plankroad 25,000  00 

Do.  Memphis  and  Charleston  rail- 
road     240,000  00 


Amonnt  loaned  the  Int.  Imp,  Go's. $015,000  00 
Amount   endorsed    for   Nashville  and 
Chattanouga  road  as  can  be  ascer- 
tained trom  the  secretary  of  state  is. $075,000  CO 

BECAP1TUL*TI0N, 

Actual  Debt $3,901,850  66 

Loan  debt 915,000  00 

Endorsed  debt 675,000  00 


Total $5,491,850  60 

Debt  of  the  United  Stales  —The  following  is  a 
statement  of  public  debt,  on  the  1st.  of  January 
1851  and  1852: 

Statement  of  the  public  debt  on  the  Ist  of  Janua- 
ry 1S51,  and  1st  Jan.  1852. 
Denomination  of 


Stock.  1851. 

Old  funded  and  un- 
funded debt,  old 
Treasury  notes 
and  Mississippi 
certificates,  and 
unclaimed  divi- 
dends       $119,585  98 

Debt  of  corporate 
cities  of  the  Dis- 
trictv.!  Columbia 
assumed  *-y  Con- 


1852. 


810000  00 
192,501  64 


Treasury  noses.... 

Loan  of  1842,  re- 
d»-e'nable  June  I, 
1863 8,198,686  03 

Loan  of  1843,  re- 
deemable  July  1, 
1853 6,468,231  35 

L 'an  ol  1816.  re- 
deemable Nov. 
12,1856 4,999,149  45 

Loan  of  1647.  re- 
deemable Jan.  1, 
1868 

Loan  ol  18-18.  re- 
deemable July  I, 
18G8 15,740,000  00 

Texan  indemnity 
Five  per  cent 
"tock 5,000.000  00 

Mexican  indemni- 
ty stock 303  673  92 


27,299,650  00 


$116,716  99 


780.000  00 
16l,9t;i  64 


8,198,686  03 
0,222.931  35 


4,999,149  45 


25,265,300  00 


15740,000  00 


5,000,000  00 


$59,161,4^8  37    $67,484,745  26 
This  does  not  include  a  debt  we  owe  the  Smith- 
sonian Institute  tor  Arkansas  bonds,  (about  $500,- 


000)  which  are  good  fornothing;  nor  the  additional  I 
five  millions  unissued  stock  we  yet  owe  Icr  the! 
Texas  debt;  nor  the  trust  lunds  we  owe  the  In* 
dians  under  various  Indian  Treaties,  which  are, 
over  $6,000,000.  The  pres-idrnt  in  his  last  annual  j 
message,  says  ol  ibis  di  ut,  th'^  re  !-ail  been  discharg- 
ed the  fiscal  year  ending  June  30,  principal  and 

interest $9  455  815 

Since  that  limo  principal  purchased 2.456,517 


1 


-T^-"^^" 


Total $11912  362 

Finances  of  Kentucky. — The  Treasurer  of  Ken- 
tucky gives  the  statement  of  the  finances  and  pub- 
lic debt  of  that  state: 

Total  public  debt.  Dec.  3Ut,  1850 $4,497  637 

Of  which  was  paid  in  the  year  1861 2.S0  000 


$4,247,637 
And  the  new  liabilities  since  created— 
bonds  issued  to  the  Suuthctn   bank  of 

Kentucky 1.50.060 

Bonds  held  by  the  board  of  education. . .     1,326,770 
Liability  on  the  Craddock  fund 2,000 


Total,  Dec.  31  st,  1851 $5,736,307 

This  debt  consi-^ts  of 
Thirty  year  bonus,  at  five  per  cent,  in- 
terest   586,000 

Thirty  year  bonds  at  6  per  ct.  interest..  3.654,500 
Souihern  bank  bonds  (interest  paid  by  the 

bank 150,000 

Bond?  htid  by  board  of  education 1 ,326  770 

Miscellaneous  bonds 9  037 


Total .$5,72ti,307 

It  appears  by  this  that  the  public  debt  has  been 
increased  $1  478,779  since  December  1830,  caused 
principally  by  an  issue  of  bonds  to  the  Board  ot 
Education. 
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CJOVERNMENT  AND  STATE  SECURITIES. 

U.  S.  5's,  1853 lOOi 

U.  S.  6's,  1836 108J 

U.  S.  6's,  KM)-* . 114 

U.S.  6's,  1862— coupon 120 

U.S.  6s,  1867 114  J 

U.S.  6's,  1868 120i 

U.S.  6's,  1868— coupon 120 

Indiana  5's 102 

Indiana  2| ^ 59 

"      Canalloan6's 97 

"      Canal  preferred  5's 47 

Alabama  5's 98 

Illinois  6's,  1847 86 

Illinois  6's— interest 59 

KentuckvO's,  1871 112 

Maryland  6's 109 

New  York  6's,  1854-5 lOtt 

New  York  6's,  18  0-'6U'03 1 154 

New  York  6's,  18t;4-'65 118 

New  York  6's,  j  v.,  1866 119 

New  York  5t's,  1860-'61 : 112 

New  York  5i's,  1865 113 

New  York  5's,  lB54-'55 108 

New  York  5's,  1858-'60-'62 1 09i 

New  York  5's,  18<i6 114 

New  Yoik4i's,  l858-'59  "ol ,  ....101 

Canal  certificates,  6's,  1661 

Ohio  6's,  1856 104 

Ohio  6's,  1860 109 

Oiiioe's,  1870 114 

Onio  6's,  1875 114 

Ohio  5's,  I8<;5 !!.I06 

Obio7's,  1851 '.  !!.!!lO.-)J 

P-nnsylvaaia  o's tliij 

Pennsylvania  O'.s,  18 17,. '53 lOl 

Pennsylvania  6's,  1679 9i)j 

Tennessee  5's .  ..'.      93 

Tennessee  6's,  1880 ....*."  11.8 

Virginia  6'»,  1866 .'.'.no 


CITY  SECURITIES-jBONDS. 

Brooklyn  6's 

Albany  6's,  IS71-1881 

Cincinnati  6's < 

ot.   uOUlS....  •••.  ••••  ••••  ••• 

Louisville  6's  18.^ 

Pittsburg  6's,  li:69-l»71 

New  York  7's,  1857 

New  York  :Vs,  1 858  '60 

New  York  5's,  1870-'75 

New  York5's,  1890 

Fire  loan  5's,  1886 

Philadelphia  6's,  lb76-'90 

Baltimore  1870- '90 

Boston  5's » 


3ft 


lOS 
.1071 

.  9<| 
,  971 
.  103| 
.  lOK 
.103 
.104 
.10^ 


•#••      ••«• 


.ICff 
.107^ 
.U 


KAILROAD  BOfllDS. 

Erie  1st  mofgsiJre,  7'8,  1867, 
Erie  2d  mo/tpa/e,  7'.s,  1859., 

Erie  incumv.-  Ts,  1855 

Eiie  convertible  bonds,  7's,  1871 
Hudson  Rii'ei  1st  moirt.,  7's,  1h(9. 
Hudson  River  2il  mort.,  7's,  186(J. 
New  York  and  New  Haven  7's, 

Reading  6's.  t870 

Reading  m.jrtgajre,  o's,  1860. 


Michigan  Ontial,  convertible,  t  's,  1860 HO 


Michigan  Southern,  7's,  I860 
Cleveland,  Col.  aqd  Cin.  7's,  1849. 
Cleveland  and  Pittsburg  7's,  186(  I, 


Ohio  and  Peimsylvania  7's,  1861  >  ...? 108 


1861 


,1151 
.1071 
.  102 

,100 
.105 
.  93 
,  99 


101 
,  123 
.193 


Ohio  Central  7's,  l«61 
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9d; 


Albany  and  S<henectady 

Boston  and  Maine 

Boston  and  Lowell 

Boston  and  Worcester 

Boston  and  Providence 

Baltimore  and  Ohio 

Baltimore  and  Susquehanua . . . 

Cleveland  and  Columbus 

Columbus  and  Xenia 

Camdeu  and  Amtwy 

Delaware  and  Hudson  .'canal). 

Eastern 

Erie 

Fall  River 

Fitchburgh 

Georgia 

Grtiorgia  Central 

Harlem 

"      preferred 

Hartford  and  New  Haven 

Uousatonic  (preferred J 

Hudson  River 

Little  Miami 


fan.  C 

113 

106 

107 

105 
91} 
95i 
34 

129 


WEEK.] 

Dec.  30." 


150 
130 

too 


103} 


Long  Island. 


72 

11.5 
123 
35 

:54 

1120 

vy 
111 

03| 

>2o 


117 
132 


117 
53J 


Mail  River 

Madison  and  Indianapolis 

Michigan  Central 

Michigan  Southern 

New  York  and  New  Haven 

New  Jersey 

Nashua  and  Lowell 

New  Bedford  and  Taunton 

Norwich  and  Wt>rcester 

Ogdensburgh  

Pennsylvania 

Philadelphia,  Wilm'gton  &  Bait" 

Pet^rsburs 

Richmond  and  Fredericksburg.. 
1  Richmond  and  Petersburg ...... 

■  Reading 

Ilocheiter  and  Syracuse 

Slonington .; 

j  South  Carolina ^ 

.  Syracuse  and  Utica i33i 

I  Taunton  Branch , ;  15 

;  Utica  and  Schenectady 145 

I  Vermont  Central '     ~ 

:  Vermont  and  Massachusetts..!! 

1  Virginia  Ceulrai 1 

;  WeHcm 


05 
b5 

88 

:3 

a7| 
122| 


i 


Wilmington  and  Ral^-ipb 


Railroad   I^autrr  >•. 

Our  readers  will  find  an  advert  .scment  of  erer/ 
variety  of  railroad  Lanterns  in  an  oihe|-  pafe 


m 

0 
112 


&~4 


113 
K6 
IU9i 
IO64 

92 

98 

34 

130 


130 

96 

97 

106} 


73 
llli 
129 
35 
75| 
1**0 
32 
99 
111 
1031 
I27| 
1154 
123 

117 
53 

30i 
491 
3» 

105 

35 

i)84 
1244 

574 
IS 'I 
US 
115 
M3 

^4 

22| 
40 

ii>r4 
574 
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AMfiRICAD?    RAILROAD    ^lOVRNAL. 


Railroads  In  th«  Uulled  States  in  1853 

We  re-publish  this  week  our  annual  review  of 
the  "  Railroads  of  the  United  Slates,"  partly  for 
the  purpose  cf  making  some  slight  corrections,  and 
partly  for  the  convenience  of  subscribers,  in  fur- 
nishing them  with  duplicate  copies  of  our  valuable 
tables. 

The  past  season  has  been  one  of  extraordinary 
prosperity  both  with  our  woiks  in  operation  and  in 
progress.  The  increased  earnings  of  our  roads  over 
the  past  year  will  average  at  least  15  per  cent  upon 
their  mileage,  and  10  per  cent  upon  iheircosl.  This 
increase  is  due  partly  to  the  abundant  crops  which 
have  prevailed  throughout  the  country,  to  the  great 
activity  which  has  prevailed  in  every  department 
of  industry,  and  to  the  rapid  extension  of  our  rail 
road  system.  Every  additional  mile  opened,  adds 
directiv  to  the  traffic  of  those  alieady  complet- 
ed. 

The  result  of  the  past  year  has  exerteJ  a  most  fa- 
vorable influence  upon  this  kind  of  propc:rty.  The 
maiket  value  ot  which  has  steadily  appreciated.  It 
has  also  tended  to  secure  an  increased  degree  of 
confidence  in  the  security  of  woiks  in  progress; 
which  has  enabled  them  to  negotiate  their  loans 
with  greater  ease  and  upon  better  terms,  than  at 
any  former  perioii. 

Our  new  works  have  been  prosecuted  with  ex- 
traordinary activity  and  success.  The  unilbrm 
abundance  ot  money  which  has  prevailed  through- 
oal  ihe  year  has  sup, -lied  to  ihrm  the  means  of  cou- 
siructioD  as  fast  as  wanted.  We  Btlieve  that  there 
is  no  one  of  any  importance  that  has  been  obliged 
to  suspend  or  even  to  curtail  its  operations  lo  any 
considerable  extent  from  want  of  funds.  Those  in- 
terested in  the  several  projects  have  contributed 
liberally,  and  have  generally  found  no  difficulty  in 
providing  a  sufficient  sum  to  form  as  the  basis  of  a 
loan  necessary  to  complete  their  respective  works. 

By  the  tabular  statement  annexed,  it  will  be  seen 
that  there  are  13  315  miles  of  railroad  in  operation 
in  the  United  States,  and  12  029  in  progress  against 
21,693  in  operation  and  in  progress  in  1852,  shoM!^ 
ing  an  increase  of  the  former  of  2500  miles,  and 
the  latter  of  1150  miles,  viz  : 

No.  of 
miles  in 
STATES.  operation 

Maine 394 

Ntw  llamp>hire 500 

Veimiint 427 

Massjichuseils 1140 

Rhode  Island 50 

Coiinrcticiit G27 

New  York 2123 

New  Jrrsey 3.^4 

Pennsylvania 1244 

Delaware Iti 

Maryland 521 


Tabular  statement,  showing  the  number  of  mile." 
of  railroad  in  operation  and  progress,  January  1, 
1^52. 

Miles  in  Miles  in 
operation 

Maine 315 

New  Hampshire •489J 

Vermont 3H0 

Mass 1089 

Rhode  Island 50 

Connecticut 547 

New  York 1826 

New  Jersey 226 

Penn 1146 

Delaware 16 

Maryland 376 

Virginia 478 

N.  Carolina 249 

S.  Carolina 310 

Geor  g  ia 754 

Alabama 121 

Miss 93 

Louisiana 63 

Texas 

Tennessee 112 

I^tnlucky 93 

Ohio 828 

Michigan 427 

Indiana 600 

Illinois 176 

Missouri 

Wisconsin 20 


J.  progress 

Total. 

127 

442 

47 

53ui 

59 

439 

67 

1156 

32 

82 

261 

808 

745 

2571 

111 

3:n 

774 

1920 

11 

27 

125 

501 

818 

1216 

385 

634 

298 

638 

229 

983 

1894 

3l0i 

273 

366 

•  ■  • 

63 

32 

32 

748 

8o0 

4U4i 

497 

ls92i 

272<iJ 

•  •  •  •  • 

4-^1 

905 

IWb 

1409 

15.S5 

515 

515 

421 

411 

108THJ 

21,693 

Virginia 624 

N.  Carolina 249 

S.  Carolina 599 

Georgia 857 

Floi  i'da 23 

Alabama 236 

Mississippi 95 

Louisiana 63 

Texas 32 

Tennessee 185 

Kentucky 94 

Ohio 1385 

Indiana 755 

Michigan , 427 

Illinois 296 

Missouri 

Wisconsin 50 


Total 13,315      12,029      25,343 


No.  ot 

miles  in 

progress. 

Total. 

Ill 

505 

42 

542 

,  , 

427 

66 

12-16 

32 

82 

198 

825 

924 

3047 

85 

339 

903 

2147 

11 

27 

521 

610 

1234 

218 

497 

296 

865 

691 

1548 

. 

23 

728 

1023 

875 

970 

200 

263 

.  ■•  . 

32 

50'.>J 

694  J 

(k]i 

755 

1755 

3140 

979 

1734 

•  •  •  • 

427 

1772 

2068 

515 

515 

470 

520 

Total 10,814  J 

The  following  tabular  statement  will  show  the 
increase  of  mileage  of  railroads  from  January 
I,  1848,  to  January  1,1851,  (with  the  exception  cl 
1850)  viz : 

Miles  in    Miles  in     Total 
^  operation  Of^eratinn    Jan.  1, 

!  TnBi>j<UT„.,i)in         Ifi'il 

257 
471 
366 
1042 
61 
450 


Jan.  1. '48.  Jan.  1,'49, 


Maine 76} 

New  Hampshire 167| 

Vermont 

Massachusetts 704t 

Rhode   Island 64 J 

Connecticut 193 

In  New  England 1207i 

New  York 744 

New  Jersey 202f 

Pennsylvania 7204 

p-laware 16 

"Maryland 253 

Virgipia 406 

N.Carolina 255 

S.  Carolina 204 

Georgia 602 

Florida 26 

Alabama 92 

Mississippi 95 

Louisiana 504 

Kentucky 28 

Ft-nncssee 

Illinois 53 

Indiana 86 

Ohio 2!;2 

Michican 264 


i     Toial 


.5jti5 


111} 

2(134 

9<J 
876i 

644 
2704 

1678 

1019 

2:19 

7201 

16 

2.->2 

406 

255 

201 

602 

26 

111 

95 

504 

28 

53 

86 
294 
2(;4 

8856 


2641 
1409 
232 
9ia 
16 
315 
306 
219 
270 
661 

2;i 

11-.^ 

95 

89 
7: 

118 
22*. 
596 
357 

6397 


It  will  be  seen  that  the  increased  mileage  of  line? 
in  operation  and  progress  during  the  past  year  is 
equal  to  3668  miles. 

In  the  above  table,  only  such  lines  as  are  either 
in  operation,  or  in  actual  progress,  are  intended  tt^ 
bd  embraced.  Thire  is  in  addition  a  large  extcn 
of  line  vvhiijh  will  soon  be  prepared  for  contract 
The  ini:iea>e  for  the  present  year  will  probabl\ 
[tflly  tqunl  that  of  the  past,  while  a  greater  extent 
vHll  probably  be  completed. 

Tabular  ttalement  showing  the  area,  and  tht 
number  of  square  miles  to  each  luik  ot  railroad  it 
ih§  several  8it(e« ; 


Miles  of 

,               Areas.  railroad. 

Maine 30,2SO  505 

N.Hampshire 9,000  542 

Vermont 10  212  427 

Massachusetts 7,800  1206 

Rhode  Island 1.306  82 

Connecticut 4  674  825 

New  York 46  000  3047 

New  Jersey 8.320  379 

Pennsylvania 46  000  2147 

Delaware 2,120  27 

Maryland 9,356  521 

Virginia 61,352  1234 

North  Carolina 45  000  497 

South  Carolina 21500  895 

Georffia 58,00  1548 

Florida 59  268  23 

Alabama 50,722  9644 

Mississippi 47  156  1023 

Louisiana 46  431  263 

Texas 237  321  32 

Tennessee 45,a>8  694 

Kentucky 37  6nO  723 

Ohio 39,964  .  755 

Michigan 56  243  427 

Indiana 33809  1734 

Illinois 55,405  2068 

Missouri 67380  515 

Wisconsin 53  924  520 


Square 
miles  to 
each  mile 
of  R.  R. 
599 
16.6 
23.9 
6.4 
16 
5.6 
15. 
24.5 
SI.6 
78.5 
18.4 
49.6 
90.5 
27.4 
37.5 
2576 
53.6 
46. 
176.4 
7416. 
65.6 
50 
12.7 
131.7 
19.5 
26  0 
138. 
10.4 


25,343 
Table  showing   the   population   of  the  several 
States,  and  the  number  of  inhabitaats  in  each  to 
one  mile  of  railroad. 


STATES.  |railro 

Maine 505 

New  Hampshire....    542 

Vermont 427 

Massaehusets 1206 

Rhode  Island 82 

Connrctieut 825 

N^w  York 3  047 

New  Jersey 339 

Penn.sylvania 2147 

D.-laware 27 

Maryland, 521 

Virginia 1234 

North  Caroiina....     499 
South  Carolina....     895 

Georgia 1548 

Fl  rida 23 

Alabama 9614 

Mi!sisbipi 1(;23 

Louisiana 263 

Texas 32 

Tennessee 6914 

Kentucky lib 

Uhio 3i54 

.Michigan 427 

Indiana I'34 

Illinois 2068 

.Vii>s  u  i.. 515 

Wisconsin 5-0 

The  two  statements  immediately  preceding  will 
convey  a  prttty  accurate  idea  of  the  probable  ex- 
tent to  which  the  con'*truction  of  railroads  will  be 
eventually  cariied  in  the  United  States.  The  state 
naving  the  greatest  number  of  miles  in  proportion 
oils  atea  and  population  is  Connecticut.  This 
-tate  has  no  large  cities,  and  its  people  are  either  en- 
,;aged  in  manutacturing  or  agriculture.  There  can 
.>e  no  reason  why  all  poitions  of  the  eastern  stales, 
)ossessiug  an  equally  dense  population,  should  not 
■veutually  have  an  equal  number  of  miles  of  rail- 
oad  in  proportion. 

Among  the  western  states  Ohio  stands  prc-cmi- 
•lent,  having  <.ne  mile  ot  i;..iliuad  lo  a  little  more 
han  twelve  .<^qaare  miles  of  tttrriuiry,  and  to  638 
nhabitants.  This  state  will  probably  soon  lead  all 
jthers  in  the  extent  of  its  railroads,  if  not  in  the 
:aUo  ibe^  will  sui>talo  to  area  and  populalioa. 


Inhabitants 

ot  Popu- 

lo  one  mile 

ad  lation. 

of  railroad. 

583  188 

1156 

317  964 

5«7 

314  l2o 

13S 

994.499 

83 

147  544 

1799 

370  791 

449 

3,097.349 

1016 

4R0  553 

1417 

2,3ll.7H6 

1U76 

91  535 

33902 

583,035 

11477 

1,421  661 

1152 

868  903 

1748 

668  507 

747 

905  999 

585 

t.'7  401 

3800 

771,671 

«Q 

600  555 

687 

517  739 

1968 

2!2  5:»2 

6613 

1.002  625 

1443 

9.v2,405 

13U4 

1  98tt.408 

628 

3;>7  654 

9312 

988.415 

570 

851.470 

411 

6-s2  033 

13245 

305  091 

5«9 

*-*^  v^  ..*^*: -^.^ _;.- 
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There  can  be  do  doubt  tnai  the  construction  Oi 
railroads  in  the  South  and  West  will  continue,  liii 
all  the  States  within  those  great  divisions  of  the 
country  are  as  well  supplied  as  Ohio.  This  would 
require  the  construction  of  over  80,0000  miles 
estimating  the  occupied  area  of  the  country  to  be 
1,000,000.  But  in  Ohio  railroads  have  been  in 
progress  only  a  few  years,  and  the  present  one  will 
add  many  hundred  miles  probably  to  its  present  ag- 
gregate. There  can  be  no  doubt  that  for  many 
years  to  come,  railroads  will  continue  to  be  con- 
structed in  an  equally  rapid  ratio  to  that  they  have 
for  a  few  years  past.  Nearly  every  part  of  the  U. 
States  is  well  adapted  to  their  cheap  and  expediti- 
ous construction,  and  in  a  country  like  our  own 
they  replace  their  cost  in  a  very  few  years,  in  the 
saving  effected  in  the  cost  of  transportation. 

We  have  in  preparation,  a  statement,  showing 
the  cost  of  the  several  routes,  and  the  aggregate 
cost  in  the  aggregate ;  but  we  prefer  to  delay  its 
publication  until  we  receive  copies  of  the  returns 
that  many  of  our  companies  make  to  their  respec 
tive  legislatures,  at  the  commencement  ol  the  year. 
Estimating  the  cost  of  our  roads  in  operation  ai 
t30,000  per  mile,  which  probably  slightly  exceeds 
the  fact,  the  total  amount  expended  upon  such, 
would  be  about  $400,000  000 :  at  the  same  average 
the  roads  in  progress  will  cost  S3tJ  1,000,000;  the 
whole  $761,000,000.  It  is  probable  that  the  amount 
expended  in  railroads  in  this  conutry  within  three 
yearB  from  this  time,  will  exceed  this  sum. 

Should  our  future  operations  be  conducted  by 
the  same  prudence,  and  good  sense  that  have  cha- 
racterized the  past,  we  have  little  reason  to  fear  any 
irijurious  consequences  from  the  investment  of  so 
vast  an  amount  of  our  available  capital.  So  long 
as  our  projects  are  constructed  only  in  anticipation 
of  the  wants  of  our  existing  business,  and  are  made 
to  follow  the  natural  channels  and  directions  of 
commerce,  instead  of  being  jjiade  instrument's  of 
selfish,  or  unscrupulous  managers,  they  will  prove 
an  inestimable  boon  to  the  community,  as  well  as 
yield  a  lucrative  return  to  their  stockholders. 

The  large  incomes  of  our  roads,  and  their  suc- 
cessful management,  the  fact  that  their  franchises 
are  universally  exempt  from  taxation,  as  are  the 
shares  and  loans,  are  attracting  a  large  amount  of 
money  from  the  capitalists  of  Europe.    The  amo't 


und  instrumental  in  bettering  the  condition  ofeverjf  Connecticut  River. 


person  in  the  community. 


Trov  and  Greenfield. 


_  .   ,        ,  ,         .    ,      ■      ji.'  I       r     ;       A        South  Keadine  branch. 

Tabular  statement  showing  the  number  of  miles  0f\         Ckailes  River  branch 
railroad  in  pros rcss  aad  in  operation  in  the  ^"■'■-  Slockbi'idsQ  ^n\l  Pitt-field" 
ted  Stales,  January,  lb53.      ..  jpalmer  and  Amherst ....  . '. 

MAINE.    ';■  ,■  ' 
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of  call  for  our  securities  from  this  quarter  is  iully 
equal  to  the  supply  of  such  as  are  adapted  to  the 
foreign  market.  There  can  be  no  doubt  that  for- 
eign orders  will  increase,  rather  than  diminish 

The  past  year  has  been  signalized  by  a  number 
of  important  events  in  thehistory  of  roads;  among 
which  have  been  the  completion  of  the  Baltimore 
and  Ohio,  the  opening  of  a  through  line  through 
Pennsylvania,  and  the  union  of  the  roadsof  the  two 
great  divisions  of  the  country  by  the  completion  of 
the  Lake  Shore  reads.  All  the  most  important 
western  c.tfes  have  now  railroad  connections  with 

In  ,'1      r    T  "^  '"'''  ^^''  ^"^  P"^^^d  more 
than  1000  miles  directly  into  the  interior,  and  the 
M^issippi  river  is  nearly  reached  at  two  points 
On  the  whole  we  have  good  reason  to  congratu 
tte  ourselves  for  the  extraordinary  pn 
this  great  interest,  which  is  now  becoming  the  par 


late  ourselves  for  the  .extraordinary  prosperi 
this  great  in"        

amount  one  in  the  country.  A  little  self  compla- 
cency will  be  pardoned,  when  it  is  seen  that  a  na- 
^on  of  only  25,000,000  of  people,  are  building 
more  miles  of  railroad  and  will  soon  have  a  great 
er  extent  of  line  than  all  the  world  besides,  and 
hat  we  have  done  what  no  other  nation  has,  made 
them  profitable  investments  by  gooi  manaf  eroeat, 


2  2 

»-  Q. 
«<   O 

Androscoggin  and  Kennebec 55 

A:lantic  and  St.  Lawrence... 15t) 

Buck  field  branch 13 

B-ingor  and  Piscataquis 12 

Kennebec  and  Pot  Hand 60 

Bath  branch 9 

Portland.  Saco  and  Portsmouth 51 

Calais  and  Baring 6 

Macbias  port 8 

York  and  Cumberland 10 

Androscoggin HO 

Penobscot  and  Kennebec 

Bangor  and  Milford 

Total 395 

NEW  HAMPSHIRE. 

Boston,  Concord  and  Montreal 71 

Cocheco 28 

Concord 35 

Concord  and  Claremont 25 

Contocook  Valley 14 

Great  FalU  and  Conway 13 

Manchester  and  Lawrence 26 

Vew  Hampshire  Central 26 

Northern 82 

Portf  mouth  and  Concord 47 

Sullivan 25 

Wilton 15 

Cheshire 54 

Ashuelot 23 

ERstern 16 

White  Mountain 

Total 500 

VERMONT. 

Connecticut  and  Passumpsic  River 61 

Rut  land  and  Burlington 1 19 

Vermont  Central 164 

Rutland  and  Washington 12 

Vermont  Valley 24 

Bennington  branch 6 

Western  Vermont 53 

Total 439 

MASSACHUSETTS. 

Berkshire .^. 21 

Boston  and  Lowell.. 28 

Boston  and  Maine 83 

Boston  and  Providence 53 

Stoujhton  branch 4 

Boston  and  Worcester 69 

Cape  Cod  branch 2S 

Dorchester  and  Milton 3 

Eastern 53 

E-sex  (Salem  to  Lawrence) 21 

Kail  River 42 

Fitchburg 67 

Fitchburg  and  Worcester .- 18 

Lowell  and  Lawrence 13 

iVashu^  and  Lowell 15 

New  Bedford  and  Tauaton 33 

Ncwburyport 15 

Norfolk' County 26 

Old  Colony  (Boston  to  Plymouth) 45 

Petersboro'  and  Shirley 23 

Pitt^field  and  N.  Adams.... 20 

Providence  and  Worcester 44 

South  Shore ii 

Stony  Brook 13 

Western  (Boston  to  Ali)any) 117 

Worcester  and  Nashua 46 

Vermont  and  Massachusetts 77 

Housatonic  branch li 

South  Reading  branch 9 

Salem  and  Lowell i? 

Grand  Junction..... 7 

Harvard  branch .,,.'.     I 

L97  iogtoQ  Bad  West  Cambridge ,,.....    7 


.s  »■ 

—  o 
So. 


Total , 


I8LA^  D 


RHODE 

Stonington 

Providence,  Hartford  and  Fishkill. 


.1140 
..  50 


43 

55 
13 

111 


Total . 


50 


CONNECTICUT 

Hartford  and  New  Haven. . 
Hartford,   Providence  and  F4$fak 

Housatonic 

Miiidletown  branck 

Naugatuck 

New  Haven  Canal 

New  London,  Willimantic  and 
New  London  and  New  Haven 
New  Vork  anO  New  Haven 
„  Norwich  and  Worcester.... 

'•*|CollJnsville  branch 

Air-line i 

Danbury  and  Norwalk 

Middlttun   branch., 


ill....  50 

98 

10 

63 

45 

Palmer.  66 

50 

...,.,..  73 
........  66 

11 


49 

I 

1*2 

13 

*66 

33 
33 

L. 

96 


22 


20 
42 


34 

10 


lj03 


Total. 


.627      198 


NEW  TORK, 

Albany  and  Schenectady 

Albauy  and  Wtst  Stock  bridge 
Buflialo  ana  Niagara  Falls 
Cayuga  and  Susquehanna. 
Hudson  and  Berkshire.... 

Hudson  River 

Lewislon 

Lung   i.sland 

New  York  and  Erie 

New  York  and  Harlem... 

Northern 

Os»rego  and  Svracuse 

Rensselaer  and  Saratoga... 
'Rochester and  Syracuse 


17 

38i 

2■^ 

34 

........  3I| 

........144 

3 

98 

464 

130 

IIH 

35 

32 

••»«•••• &v% 

and  Syr- 


Strai;^ht  lino  between  Rochester 

acuse 

Little  Valley  anil  Eiie.... 
Saratoga  and  Washington. 
Saratoga  and  Sch-neciady. 
Schenectady  and  Tf  y.... 
Skaneateles  ai  d  Jordan... 

Syracu.se  and  Ulica 

Corning  and  Blossburg .... 

Buti'alo  and  Rochester 

Troy  Slid  Greenbush 

Utica  and  Schenectady. .. 

Watertown  and  Rome 

Albany  and  Nunhern 

Airany  and  Su>quchanna. 

Buflalo  and  State  line 

Butjaloaud  New  Voikciiy 
Biifidio,  Corning  and  New  Yo, 
Oananaaigua  and   Hlmira... 
Piatisbuig  and  Montreal .... 
R  jchetter  and  Niagara  Falls 
Rutland  and  Washington.... 
Sacketi's  Harbor  anj  Eliisbur 
Troy  and  Boston 
Caiian'.iaigua  and  Niagara  Fa 
Syiacu>e  and  Binghamion. ... 

Sodns  Bay  and  Soutihern 

Potsdam,  'Watertown  and  Sacl^et's  Har 
Lake  Ontario  and  Auburn 

Genesee  Valley 

B  ulTalo  and  O.ean 

Let.idnon  Springs ........ 


10 


63 
33 

sot 

5 
53 
14 
76 

6 
78 
97 


k. 


ti9 
92 
45 
<i7 
25 
76 
62 


fi 


32 

50 


33 
143 


87 


n 

8 
44 

76 
35 
75 
73 
^5 
T5 
S3 


Total . 


NEW  Jersey 

Belvidere  and  Delaware 

BufliHgton  and  Mount  Holly 

I  Camden  and  Amboy- 

jMoiris  and  Essex... j. 

(New  Jersey : 

j  New  Jersey  Cential. 

Trenton  branch ....  j. , 

lUnion 


,  .2,023i      904 


15 
6 
64 
35 
31 
64 
6 
33 


45 


i.'i      Total. 


8&4       85 


28 
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PENNSYLVANIA. 

j^IIeghany  Portage 36 

Beaver  Meadow 36 

Carbondale  and  Honesdale 21 

Columbia  and  Philadelphia 82 

Wesichcster  branch 9 

Corni^ig  and  Blo^sburg 25 

Cu-.nberland  Valley 52 

^lazleton  and  Lehigh 10 

Lmle  Schuylkill 20 

Extension  to  Taiuenend 6 

Mine  Hill.. 30 

Mount  Carbon 7 

Pennsylvania 221        36 

Philadelphia,  Reading  and  Potlsville.. .   92 

Philadelphia  and  Norristowa 17 

'Germautjwn  branch 4 6 

Philadelphia  and  Trenton 30 

Philadelphia,  Wilmington  and  Bait 98 

Schuylkill  Valley 25 

Summit  Uiil  and  Mauch  Chunk 25 

Whitehaven  and  Wilkesbarre 20 

Williamsport  and  £lmira 21        55 

Franklin 22 

Dauphio  and  Susquehanna 16 

Sirasburg 7 

Ly kens  Valley 16 

Nesquehoning 5 

Room  Run 5 

Chester  Valley 22 

Lehigh,  Delaware,  Schuylkill  and  Su£q.   ..         40 

Pine  Grove 5 

Beaver  Meadow 12 

York  and  Cunnbeilan  25 

Sunbury  and  Erie 240 

Lackawanna  and  Western 50 

Caiawissa 9U 

Delaware  and  Susquehanna 53 

Philadelphia  and  Westchester ..         25 

Pennsylvania  Coal  company 47 

H-mpfield 78 

Alleghany  Valley 180 

Columbia  branch 18 

Hanover  branch 13 

York  and  Wrightsville 13 

Lancaster  and  Harrisburg 37 

Susquehaiina 58 

Piiisburg  and  Steubenville 42 

Franklin  Canal 26 

Northeast 19 

Total 1,244      903 

DELAWARE. 

New  Ca>lle  and  Frenchtown 16 

Wilmington  branch 11 

MARVLAND. 

Annapolis  and  Elkridge 21 

Baltimore  and  Ohio 379 

Washington  branch 38 

Frederick  branch 3 

Baltimore  and  Susquehanna 57 

Westminster  branch 9 

Hanover 13 

Totil .....521 

TIROINIA.  j 

Richmond  and  Danville «....  65 

Richmond  and  Petersburg 22 

Clover  Hill 15 

South  Side 50 

Manasses  Gap 

Pete.'sburg  and  Roanoke 60 

Seaboard  and  Roanoke 80 

Appomattox 9 

Winchester  and  Potomac 32 

Virginia  C>'ntral,  including  Blue  Ridge.104        75 

Virginia  and  Tennessee 50       155 

Orange  and  Alexandria 40        50 

Richmond,  Fredericksburg  and  Potomac  76 

Greenville  and  Roanoke 21 

Northwestern 120 

Total 624      610 

NORTH   CAROLINA. 

Gaston  and  Raltiah 87 

Wilmington  and   VVeldon 162 

Norh  Carolina  Central 223 

Weldon  and  Cleveland 25 

Total ....249     248 


SOUTH    CAROLINA. 

South  Carolina 241 

Greenville  and  Columbia 163 

Charluti''  and  South  Carolina 1 10 

King's  Mountain 25 

Laurens 15 

Spartanburg  aijd  Union 

>Vilmingtoa  arfd  Manchester 45 

Charleston  and  N  orih  Eastf  1  n 


It: 

60 
117 
103 


75 


60 
75 


Total 599      290 

GEORGIA. 

Central 191 

Georgia j. 175 

Macon  and  Western isj 101 

Western  and  Atlaniic 140 

Sii'Jth western 50        59 

R8me  branch 20 

Muscogee 51         2l 

Atlanta  ami  West  Point 52        35 

Milledgcville 17 

Elton  and  M.lledgeville 20 

Wilkes  county lb 

Athens  branch 39 

Waynesboro' 21        50 

Brunswick  and  Florida 188 

Savannah  and  Pensacola 300 

Total 857      803 

C^  FLORIDA. 

St'.^Mark3  and  Tallahassee 23 

ALABAMA. 

Montgomery  and  Wtst  Point 88 

Mobile  and  Onio 33  30 

Alabama  and  Tennessee 40  1(50 

Alabama  Central \\-z 

Memphis  and  Charleston 75  20t) 

Girard 220 

Total 236      72b 

MISSISSIPPI. 

Raymond 7 

St  Francis  and  Woodville 28 

Viclfsburg  and  Brandon 60 

Mobile  and  Ohio 273 

Mississippi  Central 180 

Canton  and  Jackson 75 

Ngw  Orleans,  Jackson  and  Northern 400 

Total 95      92b 

LOL'ISIANA. 

Carrolton 6 

Clinton  and  Port  Hudson 24 

Lake  Pontchartrain 6 

Mexican  Guir 27 

♦New  Orleans,  Jackson  and  Northern..   .. 

Ntw  Orleans  and  Opelousas 200 

Total 63      200 

TtXAS. 

Buffalo  Bay,  Biazos  ana  Colorado 32 

TKNNESSEE. 

Nashville  and  Chattanooa;a 110  51 

iiasl  Tennessee  and  Georgia 80  30 

East  Tennessee  and  Viricinia 130 

Winchester  and  Humsviile 4ti 

Mobile  and  Ohio 1191 

Nashville  and  Southern lOu 

McMitinville  branch 30 


Total 190  509  J 

KENTUCKY. 

Frankfort  and  Lexington 29 

Louilsville  and  Franklort 65 

Maysville  and  Lexington 67 

Covipgtou  and  L-xingion 96 

Lt;xington  and  DaiiviUe 36 

Louisville  and  Covington 180 

.Mobile  and  Ohio 39 

L'luisyille  and  Nashville 95 

shell^ville  branch 18 

HeinKrson  and  Nashville 130 


Total , 

MISSOURI. 

Pacific 

llanuibal  and  Si.  Joseph.... . 


91      661 


total. 


315 
200 

515 


OHIO. 

Cleveland  and  Columbus 

Columbus  and  Lake  Erie , 

Dayton  and  Springdeld  branch 

Fimllay  branch 

Little  Miami 

Mad  River 

Sandusky  and  Mansfield 

X^nia  and  Columbus 

Bellefontaine  and  Indiana , 

Cincinnati  and  Marietta 

Springfield  and  London 

Cleveland  an  J  Piitsburg 

Cleveland  N.  and  Toledo 

Cleveland  P.  and  Ashtabula , 

Columbus  U.  and  Piqua 

Cincinnati  W.  and  Zanesville 

Cincinnati  H  and  Dayton 

Dayton  and  Western 

Greenville  and  Miami 

H^imilton  and  Eiton 

Hillsboro'  and  Cincinnaii 

I  ron 

Junc'ion  

Ohio  and  Indiana 

Ohio  and   Mississippi 

Ohio  and  Pt-nnsylvania 

Ohio  Central 

Scioto  and  Hocking  Valley 

Steuben ville  and  Indiana 

Springfield,  Ml.  Vernon  and  Piitsbnrg. 

Dayton  and  Michigan 

Hudson  and  Akron  branch 

Cincinnati  and  Dayton 

Carrolton  branch 

Tu'carawas  branch 

Wheeling  and  Wellsville 


,135 

,  60 

24 

.    16 

,  84 

,134 

56 

54 

50 


.100 
.  87 
,  12 


60 
42 
33 
42 
37 
12 


,185 
.  59 
,  30 


13 


68 

265 

19 


102 
160 


116 

12 

110 

131 

20 

82 

90 

150 

no 

HO 
50 
52 
20 
20 
38 


Total. 


,1385    1755 


MICHIGAN. 

Central 228 

Southern 133 

Pontiac 25 

Tccumseh  branch 8 

Erie  and  Kalamazoo 33 


Total. 


.427 


INDIANA. 

N.  Albany  and  Salem  with  branch  ronnd 

L.  Michigan 140 

JettersoDvilie ■ (^ 

Madinon  and  Indianapolis 86 

Shelby  ville  branch 16 

Rushville  branch 20 

Knighutown  branch 27 

Lawrenceburgaud  Indianapolis 

Indiana  Central, 

Newcastle  and  Richmond 

Indianapolis  and  Bellefontaine 83 

Peru  and  Indianapolis 22} 

Perre  Hiute  and  Indianapolis 72 

Evansvill^  and  Illinois 26 

Indiana  Northern 135 

Ohio  and  Mi>sissippi 

Lafayette  and  fhdianapolis 62 

Wabash  Valley 

Total 755i 

ILLINOIS. 

[llinois  Central 

Galena  and  Chicago 92 

Rock  Isl,Tnd  and  Chicago 50 

Ceniial  Military  Tract 

Peoria  and  Oquawka -. 

Ohio  and  Mississippi 

Northern  Cross 

S>ingamon  and  Morgan 5} 

Chicago  and  Mississippi 72 

Auiora  branch 13 

St.  Chailes  branch 7 

0'F.illon,8  Coal-road 8 

Belleville  and  St.  L'lUis 

Terre  Haute  and  Alton 

iVIi.-sis>ippi  and  Ailiintic 

St.  Louis  and  Chicago 

Alton  and  Mount  Cat mel -. .     . 


175 
40 


90j 

72 

108 

50 

74 

170 

266 

979 


C99 
35 

131 

1J5 
85 

145 
54 


60 


20 
171 
145 

85 
17 


Total , 


'296 
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WISCONSIN.  -    :   , 

Milwaukee  and  Mis-sissippi 

Fond  du  Lie  and  Ruck  River  Valley . . . 
Chicago  aud  Mil waukie 


SO 


140 

911 


Total. 


50      470 


Railroad  Iron  at  CleveSand^ 

Seeing  a  Doiice  in  several  ol'  our  ciiy  papers  c* 
the  huge  piles  ol  railroad  iron  now  waiting  trans 
shipment  on  the  flats,  we  had  the  curiosity  to  visii 
the  yards  ol  Mr.  A.  N.  Gray,  the  principal  receiv- 
er and  shipper  al  this  poit.and  found  that,  progres- 
sive as  we  claim  to  be,  we  were  far  behind  the  rail- 
road enterprise  of  the  West.  We  learned  from 
Mr.  G.  that  the  business  of  receiving,  cutting,  and 
shipping  the  iron  concentrating  here  had  so  rapid- 
ly increased  as  to  require  it  to  be  attended  to  as  a 
professional  business,  and  that  extensive  docks  had 
(0  be  built  expressly  to  accommodate  it.  We  found 
Mr.  G.'s  lacililies  extensive  and  conoplete,  and 
from  his  books  we  gather  the  following  interestinj- 
statistics  of  the  business  done  by  him  since  1849 
It  appears  that  he  has  been  employed  by  nineteeri 
different  railroad  companies,  has  handled  eighty 
seven  thousand  nine  hundred  tuns  ot  iron,  and  iht- 
rails  for  about  nine  hundred  miles  of  road,  more 
probably  than  handled  by  any  other  man  in  tht 
United  States.  This  has  all  been  done  by  contract 
with  the  several  companies.  Here  are  his  tigures : 
Statement  of  receipts  tf  f  railroad  iron  at  Cleveland,  by 
A.  N.  Gray,  since  Jwiy  ol,  lb49. 

1849.  Cargoes.  Rails.  Tons. 


Received  for  C.  C.  &  R.  R. . . . .  I9 
■<        lor  Col.  and  Xeuia. .. .  3 


2-2 
.53 


1850. 
Received  for  C.  C.  &  C.  R.  R 
"        lor  Central   &  L.   E., 

alias  N  &.  Man&held.lS 
"        lorPiits.&C.  R.  R...24 

89 
1851. 

Rec'd  for  0.  C.  &  C.  R.  R 9 

"      forC.  P.  &  Ashtabula.,.. 37 
"      for  Centni  OnioR.  R 43 


18,541 
l,G'2l 

20,3t»5 

45,737 

17,142 
20,0t>9 


3,090 
303 


3,3o3 

7,G22 

2,857 
3,334 


82,888  13,813 


6.604 
27,539 
21,070 

"      for  Southern  Mich.  R.R.. 99  103371 
for  Madison  &  Iiid.  R.  R . .  3      2  208 

lor  Akron  branch 8      3  8G2 

lor  Delaware  Curve  R.  R.  4      4,842 


(( 


1,100 

4  5«y 

3,till 

17,22ti 

30h 

643 

6U5 


.                                            203  170,086  28,352 
1852. 

Rec'd  for  C.  P  &  A.  R.  R 41  29,443  5  700 

"      Akron  branch 8  2  348  45"; 

"     CfDiralOhio 23  15276  2,737 

"      Bclletoniaine  &,  Ind 27  20,4^6  3,9":4 

"      S.  Muh.  &  N.  Indiana... 2o  32864  5.054 

"      Erie  &  Kalamazoo 22  22.961  3^92 

"      Cin.,Belpr- &  Marietta..  12  4  396  911 

"      Toledo,  No.  &  Cleve 54  50,Hs5  9,-Js«, 

"     Col.,  Piqua&  laJiana....l9  22  123  3,6n2 

"      Junction 22  I9,5>»9  3  9():> 

"     Lawrenceburs:  &  U.  M...II  10,234  2  030 

"      Steubeaville  &.  Inuiaua...   3  948  19u 


other  duty  of  quite  equal  importance,  that  ol  as- 
serting. Different  pauerns  oil.' nccm pose  the  same 
cargo,  varying  often  not  the  .'<ii!fenth  of  an  inch 
and  not  observed  by  shipper.*,  engineers,  or  ever, 
tra'-k-layers.  They  make  however,  the  roushe*' 
of  roads  when  laid  down  mi*cellar!e(iusly.  The 
Michigan  Southern  Road  had  to  take  up  five  miles 
ot  its  track  to  rectity  the  assorting.  Mr.  G.'s  ex- 
perience is  such  that  he  and  his  hands  recognize  the 
different  patterns  at  sight,  and  save  all  mistakes  on 
this  score. 

ll  is  an  interesting  fact  in  this  connection,  tha^ 
all  but  about  1,000  tons  ol  this  iron  came  from 
England,  and  was  purchased  before  the  late  rise. 
We  understand  its  average  cost  was  £5  10s  per  ton. 
Ocean  freight  to  New  York  I2s  to  15s.  To  due- 
bee  10s  to  12s.  It  is  subject  to  a  duty  of  30  per 
cent,  ad  valorem.  In  July  last  the  pudulers  iu  Eng- 
land struck  tor  higher  wages.  It  happened  at  h 
time  when  the  contracts  for  Anieiica  had  to  be  fill- 
ed or  forleited,  and  the  proprietors  yielded  to  the  ad- 
vance. Just  at  this  time,  orders  came  from  Russia 
(■>r  150,000  tons,  and  Irom  South  America  for  75- 
000  tons,  with  the  prospect  ol  an  increased  trade 
wiih  both  countries.  These  things  combined  put 
up  iron  to  its  present  figure.  It  witl  not  likely  be 
much  cheaper,  so  long  as  the  present  demand  con- 
tinues, unless  the  business  is  gone  into  by  our  Am 
erican  manufacturers.  Several  Pennsylvania  foun- 
dries have  commenced  making,  and  it  is  said  by 
those  who  ought  to  know,  that  wnen  ibe  Sault  canal 
is  completed,  and  the  Lake  Supirior  iron  is  intro- 
duced to  our  Ohio  coal,  there  will  be  an  end  to  al: 
lariher  importations  of  this  great  staple. — Plain 
Dealer. 

Coal  Statistics. — The  trade  in  coal  ha«  liscn  to 
an  iinporiaoce  in  Cleveland  scarcely  dreamed  ol 
by  many.  The  increase  in  qjantity  has  been 
caused  by  the  constantly  increasing  advantages  ol 
transportation,  combined  with  the  cheap  rates  at 
which  it  if  furnished,  and  the  general  preference 
which  the  conr.munity  has  evinced  lor  this  kind  ol 
luel.  The  following  interesting  table  txhit.iisthe 
constant  increase  lor  ih*-  past  twelve  jeais,  aud  the 
enormous  increase  m  the  present  year: 

Coal  arrived  from  1840  tv  1852  inclusive. 

bushels. 

1840 hi7  045 

1841 479.441 

1842 466  844 

1843 3«7.81I 

1844 560  SIJ 

1845 e^9h80 

1846 893  806 

1847 !  238  622 

1848 1,925,451 

1819 1,910  474 

1850 2  347  844 

1851 2  992  343 

1852 3,940,749 

To  this  may  be  added  the  amount  which  has  ar- 
rived in  the  time  intervening  between  Novemtier 
14,  and  December  14,  viz:  357,114  bushels.— iAw/ 


Kewr  V*rlL. 
Syracuse  and  Binghamton  Raiiroad.—We  learo 
that  the  work  of  grading  on  this  road  has  progress- 
ed  Very  satisfactoiily  since  the  Aim  of  September 
last.     The  contractors  are  bound  liy  their  ciutracts 
to  have  the  road  bed  and  masonrj    finished  by  the 
1st  of  Sept.  in  the  prtsent  year  a  id  from  the  for- 
ward condition  ol  the  work,  they  j  re  now  in  a  situ- 
ation to  fulfil  their  engngemenis   vith  ease  withio 
the  stipulated  time.     The  ties  aid  fencing  of  the 
road  are  also  contracted  for,— the  ies  to  be  deliver- 
ed along  the  line  of  ihe  read,  and   he  fencing  com- 
pleted at  the  same  time  fixed  for  tbe  completion  of 
the  road  bed.    The  company  will  be  enabled  to 
commence   laying  do*n   their   nils    during   the 
month  of  August  next,    The  iron  can  be  delivered 
at  three  points  on  the  line  of  the   road,  Syracuse, 
Chenango  Forks,  and  Binghamtoi,  by  canal  boats. 
This  will  put  it  within  the  power  of  the  company 
to  work  three  parties  and  ensure  the  patting  of  the 
road  in  running  order  before  the  sitting  in  of  frost 
next  winter.    We  understand  thatjan  arrangement 
has  been  recentlyconsummatedbyJwhicha  railroad 
connection  with  an  uniform  width  of  gauge  is  se- 
cured from  the  southern^  terminus  of  the  road  over 
Lygetl's  Gap,  Cobb's  Gap,  and  the  New  Jersey 
central  roads  to  New  York.    This  is  of  equal  im- 
portance to  the  interests  of  all  tht   roads  lorming 
this  through  connection  between  New  York  and 
the  central  portion  of  the  state  and  the  lakes.    For 
though  a  railroad  connection  to  New  York  via  tiie 
Erie  railroad  existed,  the  other  a  renae  will  tend 
materially  to  increase  the  traffic  of  the  road  by  ope- 
ning new  business  relations  betwjen  the  country 
traversed  and  Syracuse,  Oswego  and  th"?  Canadas. 
It  besides  pushes  Ibrward  a  line  in  the  direction  of 
Philadelphia,  which  city  will  be  placad  on  the  con- 
struction of  the  Elaston  atid  WaterlGap  railroad  in 
direct  railroad  communication  with  the  same  ex- 


Kentucky. 

Louisville  and   Covington  RailrLid. — Mr. 


man,  one  of  the  leading  contractos  of  the  United 


East- 


survey  and  ex- 
Louisville  and 
are  no  difficul- 


209  231,403  12,352 


ABSTRACT. 

Amo'l  of  iron  received  for  1819 

1850 


22  20  365  3  393 
89  82  6«8  13WI3 
1051.203  1 7. 1,086  28,312 
1852.269  231.463  42,352 


583  504  802  87,900 
The  above  report  exhibits  a  rapid  increase  ol 
rail  roading  in  the  west,  and  demonstrates  too  the 
suptfioriiy  of  Cleveland  as  a  general  receiving 
port.  Not  only  the  maiu  trunks  in  Ohio,  Indiana, 
and  Micnigan,  but  their  numerous  feeders  are  sup- 
plied liom  tieie,  and  no  more  available  port  can  be 
lound  lor  the  great  Pacific  road,  provided  its  rails 
should  be  imported,  in  addition  to  the  receiving, 
cutting,  and  re  shipping  of  the  iron,  there  is  an- 


IViiliamsport  an<l  £liiilra  Railroad. 

The  rich  and  enterprising  firm  of  contractors 
Messrs.  Kiug,  Stanclifle  and  Co.,  have  taken  the 
contract  to  build  the  Williamsport  and  Elmira  road, 
which  they  ate  bound  to  complete  by  the  Ist  Janu- 
ary, 1854.  The  iron,  7,000  tons,  has  already  been 
purchased  oi  Montour  company. 

Cocheco  Railroad. 

The  stockholders  of  this  corporation  had  a  meet- 
ing at  Dover,  on  Wednesday  last,  and  voted  to  aid 
in  the  immediate  construction  of  the  road  to  Poits- 
mouth,  and  also  took  measur<  s  to  liquidate  the 
floating  debt  of  the  company,  by  the  issue  of  bonds 
which  are  to  remain  open  to  stockholders  alone  un- 
til January  15,  the  whole  of  which  is  expected  to 
be  taken  by  them,  and  S30,000  were  subscribed  on 
the  spot.  It  is  stated  that  for  the  six  months  pre- 
ceding the  first  day  of  December,  the  Cocheco  i  ail 
road  company  has  laid  up,  over  and  above  all  ex- 
penses, a  net  income  of  three  per  Ctut  per  annum, 
on  a  capital  of  over  S700,000. 


States,  has  recently  made  a  carefu 
amination  of  the  country  between 
Covington,  and  asserts  that  there 
ties  in  the  way  ot  having  the  cars  tlunning  between 
the  two  cities,  except  a  want  of  l^armonv  among 
the  people  in  relation  to  the  route.  Mr.  Eistmaa 
says  thai  he  can  guarantee  the  buijilingot  ib-  road 
by  eastern  capitalists,  who  are  anxious  to  invest 
their  rainoy  in  that  way.  if  the  peo>le  will  agree  to 
abide  by  the  decision  of  a  competeni  and  disinterest 
ed  engineer,  who  shall  say  which  is  the  mus'  prac 
licable  and  the  most  direct  route.— |ci?«:tnnfl/i  En 
quirer 


obio. 

Cleveland .  Sorwalk  attti   Toledo  fiaUroad. The 

cars  departed  for  the  third  time  on  ih»s  road  this 
mornipg.  The  travel  is  enough  to  satisfy  the  ex- 
pectations of  the  most  sanguine.  Two  huirtred 
passengers  left  yesterday  and to-tiaj,  most  ol  whom 
arrived  the  evening  tnevious  by  the  Sonthern  road. 
The  business  of  ihe  road,  as  a  pass«  nger  thorough- 
fare will  be  immense— unexampled  probably  in  The 
Distory  ol  the  western  roads.  The  way  travel  thus 
lar  promises  to  be  very  large.  The  road  pas.^^s 
through  the  best  settled  and  richest  wrtion  ot  north 
western  Ohio.  There  were  about  tivo  hundred  ar- 
rived by  the  eastern  train  last  night  who  leii  in  the 
western  train  this  mornjng,  anil  vi  re  ver»«.  The- 
business  of  the  load  must  of  nece>si  y  experience  a 
^teady  increase  day  by  day— and  w  len  i:  is  fini.-h- 
ed.  aud  the  necessity  lor  going  roun  j  by  Shelby  ob- 
viated, cl  course  business  will  be  curres ponding ly 
increased.  We  doubt  if  any  stock  in  the  countrv 
will  pay  a  better  per  centage  than  that  of  the  To- 
ledo, Norwalk  and  Cleveland  ra ilroad;— 7V>te«/« 
Blade.  ' 
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LtUtle  Miami  ll*itroad. 

From  the  annual  report  ot  the  Pivsiilent  of  the 
Little  Miami  railroad  company,  we  leaiD  ibat 
within  the  past  year  that  road  has  larried  212,GS7 
pas*enffers,  being  an  average  ol  560  per  day. 

This  ruad  has  been  in  operation  about  ten  year:;. 
The  following  is  the  number  of  pabsengera  trans- 
poited  each  year. 
Years.        Passengers.  Years.      Passengern. 

1813 6,400  IH-IS 67,.55ii 

1844 21.286  I84i) lOODTO 

1843 44  760  1S50 1444yt; 

1846 54,"2G3  1H51 I74U'>9 

1847 78,342  1p52; 212,687 

Within  the  iast  ten  years,  but  two  accidents  have 
occurred,  causing  loisoflil*",  on  this  road — thest- 
were  by  the  gross  carelessness  of  the  persons  killed. 
Within  that  pericxl  not  a  life  has  been  lo^t  by  the 
carelessness  of  conductors  or  other  employees  ol 
the  company. 

The  completion  of  the  Lake  Shore  lines  of  rail- 
wav.  giving  a  direrl  communication  with  New 
York,  has  had  theeff  ct  of  diverting  liom  the  New 
Orleans  route  an  immense  amount  of  transporta- 
tion iu  such  ariicles  as  lobacco,  Ilour,  etc. 

About  3,000  head  of  cattle  and  horses,  on  their 
way  to  New  York,  have  been  carried  over  this  line 
within  the  past  three  months,  instead  of  being 
driven  over  ttie  mountains  as  hitherto 

Tbeae  facts,  with  many  otners  that  might  be 
named,  afford  indications  ot  a  change  about  to  be 
introduced  by  railroads,  by  means  of  wnich  large 
masses  of  the  products  of  the  west  and  even  the 
southwest,  which  heretofore  lound  amaikei  by  way 
ot  the  Ohio  and  Mississippi  rivers,  will  now  reach 
the  consumer  by  a  more  direct  route  through  the 
Atlantic  cities. 

The  gross  receipts  of  this  road  for  the  year  end- 
ing Nov.  30,  1832,  were ^526,746  35 

Total  expenses  for  that  period,  in- 
cluding re|>airs,  interest  on  debt,  and 
all  other  items  chargeable  to  expense 
account 2l-',C76  11 


Net  earnings  for  past  year S3 1 4  670  24 

The  comparative  gross  receipts  for  the  pa>t  six 
years  have  been  as  follows. 

1847 ... .  «221 .139  52  1850 ....  S405  697  24 

184S....     2H0OH5  78  1851....     487.815  bt) 

1841)....     321,39a  92  1852....     526,746  35 

Out  of  the  net  receipts  for  the  past  year  two  div- 
idends of  5  per  cent  each  have  been  declared,  pay- 
able iu  car>h  to  the  shareholders,  on  the  1st  of  June 
and  tst  ol  December  last. 

In  addition  to  these,  a  dividend  of  5  per  cent  was 
made  on  the  1st  of  June  last,  payable  in  the  stock 
of  the  company,  out  of  the  surplus  tund,  leaving 
the  aggregate  of  the  present  surplus  fund  about 
$134  000. 

The  eflorts  ot  the  board  have  been  steadily  di- 
rected to  the  improvement  of  the  road,  the  increase  j 
of  the  machinery  and  other  facilitirs,  and  the  en-! 
Urging  of  the  capacity  of  the  tracks  and  depots.; 
The  greater  part  of  the  road   has  been  fenced  in,l 
and  the   whole  track  will  soon  be  protected  from 
the  intrusion  of  cattle.     A  double  track  has  been! 
commenced,  and  will  be  extended  from   year  to 
year,  as  rapidly  as  the  business  of  the  road  shall 
require,  with  an  especial  view  to  the  accomoifvJa- 
tion  of  the  additional  trains  and  business  from  other 
roads. 


trade  of  Polt'^mouth  as  the  most  contiguous  sea- 
port.— PorlsTHOulk  Jour, 

Vaeful  Apparatus  for  Rallroatla. 

Mr.  Geo.  Jacobs,  of  Charlestown,  Mass.,  say*- 
the  Bunker  Hill  Courier,  letter  cutterand  die  sink- 
er, has  jost  completed  a  very  useful  miniature 
printing  apparatus  for  the  use  of  railroad  compa- 
nies, by  meaus  of  which  each  station  may  furnish 
its  lickets  lor  every  day  in  the  year— thus  enabling 
the  company  not  only  to  have  a  complete  check 
upon  its  own  otiicers,  but  a  safeguard  against  an) 
form  of  counterfeiting.  The  apparatus  consists  oi 
the  words,  letters,  and  figures,  cut  in  steel,  neces 
sary  for  the  purposes  of  each  station,  the  names  oi 
the  months,  and  dates  in  each.  These  are  to  bt 
affixed  into  handles,  and  stamped  with  ink  upon 
each  ticket  used,  ink  and  ink  blocks  are  provided 
tor  immediate  use  and  the  whole  is  compactly  ar- 
ranged in  a  neat  tin  box.  Mr.  Jacobs,  we  under- 
stand, has  furnished  the  stations  on  the  Providence 
railroad,  with  these  portable  printing  offices,  whert 
ihey  are  found  to  be  economical,  labor-saving,  ano 
a  perfect  security  against  imposition;  and  he  i> 
now  ready  to  receive  further  orders  from  such  rail 
road^  as  desire  to  have  them. 

Superintendents  of  railroad  or  steamboat  lines, 
desirous  of  adopting  this  useful  apparatus,  can  ob- 
tain further  information  on  application  tc  the  man- 
ufacturer, Mr.  Gv.'orge  Jacobs,  40  Chelsea-st.,  Char- 
lestown, Mass. 

Ohio. 

Toledo,  Norwalk  and  Cleveland  Railroad. — The 
partial  opening  of  the  Toledo,  Norwalk  and  Cleve- 
land'railroad,  between  Toledo  and  Monroeville,  53 
miles,  ahows  a  little  what  the  line  will  do  when 
finished  through,  as  it  will  be  in  about  two  weeks. 
The  receipts  for  the  first  six  days  for  passengers 
alone  exceeded  an  average  of  §600  a  day,  and  the 
freight  and  mail  service  swelled  the  receipts  for  the 
week  to  at  least  S5,000.  The  Norwalk  Experi 
ment  states  that  the  contractors  last  week  declined 
an  ofler  of  par  for  their  entire  stock,  5150,000, 
which  they  received  in  part  payment  at 80  cents  on 
the  dollar. 


liaiv  Hampshire. 

Great  Palls  and  Soulk  Berwick  Branch  Railroad. 
—  This  contemplated  brau'jh  extends  from  the  P. 
S.  Sl  p.  railroad,  at  a  point  about  eight  miles  from 
Portsmouth,  on  the  border  of  South  Berwick,  and 
runs  northwest  in  a  direct  line  to  Great  Pails,  little 
less  than  six  miles.  At  that  place  it  will  intersect 
with  the  York  and  Cumberland  railroad,  which  is 
rapidly  advancing. — The  Great  Falls  and  Conway 
railroad  is  also  fast  progressing,  it  is  open  now  to 
Milton,  and  200  men  are  employed  on  the  section 
between  that  place  and  Wakefield.  It  is  designed, 
after  the  road  reaches  Conway,  to  extend  it  to  thej 
line  ot  theSt.  Lawrence  and  Atlantic  railroad.  Thej 
Conway  road  at  Rochester  approaches  within  a' 
few  rods  of  the  Cocheco  road,  leading  to  Alton  and 
the  lake;  thus  opening  a  vast  extent  of  country 
north  of  us  to  the  waters  of  the  Piscataqua,  and  the 


The  great  "  Six  Feet*'  Line. 

We  learn  that  the  recent  negotiations  pending  in 
this  city  in  reference  to  this  pioject,  did  not  result 
in  iolis'ing  the  Erie  railroad  company  in  its  sup- 
port. It  is  supposed  that  this  company  were  well 
inclined  to  the  project,  but  were  intimidated  by  the 
threatening  attitude  i)\'  the  Lake  Shore  and  Central 
interest. 

The  work  of  construction  we  are  credibly  inform- 
ed wi!l  not  be  delayed  for  this  cause.  The  scheme 
has  been  taken  up  by  parties  equally  competent  to 
carry  it  out,  and  by  whom  it  is  intended  to  be  plac- 
ed under  contract  with  the  least  possible  delay. 

We  learn  also  that  the  six  feet  gauge  will  be 
adopted,  with  the  intention  of  carrying  it  to  the 
Mississippi,  by  two,  if  not  three  distinct  routes. 


f  Ohio. 

Cleveland  and  Columbus  Railroad — Double  Track 
— We  learn  that  the  board  ol  directors  have  passed 
a  resolution  to  lay  down  a  second  track  on  this  road 
from  Cleveland  to  Grafton,  which  is  to  be  put  un- 
der contract  immediately  and  completed  early  next 
season. 

The  immense  business  of  the  road  already  re- 
quires additional  facilities,  and  the  great  increase 
anticipated  from  the  connexions  with  the  Norwalk 
and  Toledo,  and  the  Bellefontaine  and  Indianapo- 
lis roads,  renders  a  second  track  indispensable. 

This  was  the  first  railroad  enterprise  in  which 
the  citizens  of  Cleveland  engaged,  and  it  has  ever 


been  a  favorite  with  our  community.  It  has  added 
vastly  to  the  wealth  and  business  of  the  city.  The 
stock  is  selline  in  New  York  at  130,  and  thus  th« 
wildest  predictions  of  its  earliest  friends  are  fully 
r«'alized.  We  trust  its  prosperity  may  never  be  in- 
terrupted. 

Florence  and  NashTitle  Railroad. 

The  last  Florence  Gazette  contains  the  report  of 
Mr.  Hazlehurst,  the  ensineerwho  has  been  engag- 
ed in  surveying  the  route  of  this  railroad  through 
Lauderdale  county.  It  appeare  from  the  report  that 
two  routes  were  surveyed,  designated  as  the  "  Brush 
Creek  Line"  and  "Kiethlie's  Creek  Line."  The 
distance  by  the  Brush  Creek  route,  from  the  Flor- 
ence bridge  over  the  Tennessee  river  to  the  State 
line,  is  nineteen  and  a  half  miles,  and  the  grading 
is  estimated  at  S79,150  00.  By  the  Kiethlie's  Creek 
route  the  distance  is  21  miles,  and  estimated  cost 
lor  grading,  SI 28,400  90. 

The  boanl  of  directors  selected  the  Bruish  Creek 
route,  and  directed  that  the  engineers  should  pro- 
ceed at  once  to  locate  the  road  npon  that  line. 

The  Gazette  further  says  that  a  committee  ofdi- 
rectors  "has  been  appointed  to  visit  Nashville  and 
Franklin  for  the  purpose  of  conferring'  with  the 
Tennessee  companies  and  to  efiVct  the  basis  of  a 
union  so  much  desired  by  all.  When  the  union  is 
formed,  or  soon  after,  we  presume  the  road  will  be 
let  out  at  contract." 


Indiana    Railroads.        ! 

Connections  at  Unwn. — The  Indianapolis  and 
Bellefontaine  railroad  is  nearly  completed,  there 
being  only  two  miles  of  track  yet  to  lay,  to  extend 
it  to  Union.  The  track  of  the  Greenville  and 
Miami  railroad  is  all  laid  down  to  Union,  and  the 
two  will  be  united  in  a  few  days,  thus  making 
a  through  railroad  connection  between  Indiana- 
polis, Dayton  and  Cincinnati.  The  Bellefontaine 
and  Indiana  railroad  (in  Ohio)  will  be  completed 
to  Union,  by  April  next,  which  will  extend  the  rail- 
road connection  to  Cleveland  and  Sandusky.  The 
Columbus,  Piqua  and  Indiana  railroad,  will  be 
completed  to  Union  next  summer,  which  will  con- 
nect the  capitals  of  Indiana  and  Ohio  by  a  direct 
railroad  line.  A  company  is  about  being  organiz- 
ed to  construct  a  railroad  from  Union,  the  terminus 
of  the  above  railroads,  to  Fort  Wayne.  It  is  in  the 
hands  of  efficient  railroad  men,  and  will  be  speed- 
ily made.  It  connects  important  points,  and  will 
pass  through  a  fine  country,  can  be  constructed 
cheaply;  and  it  is  believed  that  it  will  be  a  very 
excellent  investment.  * 


Nashiriile  and  Chattanoos*  Railroad. 

The  following  named  genileoien  have  been  e- 
lected  officers  of  the  company  lor  the  ensuing 
year:— V.  K.  Stevenson,  president,  Alexander  Al- 
lison, John  M.  Bass,  Jeremiah  Cleveland,  Peter  S. 
Decherd,  Francis  B.  Fogg,  Lewis  Garner,  Samuel 
D.  Morgan,  John  T.  Neil,  Andrew  Ewing,  Joseph 
B.  Knowles,  Arthur  M.  Ruteldge,  William  Spence 
Thomas  Power,  James  A.  Whitesides,  Wm.  A. 
Gleaves  Secretary  and  Treasurer. 

Illinois. 

Savannah  Branch  Railroad. — An  election  was 
held  by  the  company  for  this  road  at  Savannah,  on 
ihe  24th  ult.,  which'resulted  in  the  choice  ol  D.  A. 
Knowlton,  of  Freeport  for  president,  and  L.  W. 
Guileau  for  secretary.  Messrs.  G-o.  Pui ington,  J. 
A.  Adams,  Dr.  Martin,  S.  D.  Clark  and  S.  G. 
Bronson  of  this  city  were  chosen  directors.  The 
names  of  the  bala>ice  of  the  officers  we  have  not 
learned.  There  is  now  scarce  a  doubt  of  the  early 
commencement  and  speedy  completion  of  this 
work. 

Books  were  opened  at  the  office  of  the  president, 
iu  this  place,  last  week,  and  $40,000  worth  of  stock 
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subscrihed  the  first  day.  We  also  learn  that  aboai 
850  000  have  tx-en  subscribed  in  Carroll  couuty.— 
Fieeport  Journal. 

Neiv  Railroad  Prnjeett 
A  new  road  to  be  called  the  Et.  eUior  Railroad, 
is  projected  Irom  S'eubenville  to  Aihens,  malcing 
Cambridge  and  McCouneilsville  points  in  the  line 
Some  years  ago  we  should  have  pronounced  such  a 
line  utteily  impracticable,  as  the  country  is  gener- 
ally very  hilly.  But  in  these  days  it  has  been  df- 
monsirated  that  noihiog  is  impossible.  The  fii^t 
Railroad  meeting  has  been  hell  at  McConnells- 
Tille,  and  the  people  are  all  in  favor  of  the  road. 
The' company  has  been  organised,  and  T.  W. 
Peacock,  E-q  ,  of  Cambridge  has  been  ekcted  Pre- 
sident, rue  services  ol  R.  McLeod,  E^q.,  late  ol 
the  Central  road  has  been  secured.  It  is  to  be  ? 
continuation  of  the  Pittsburgh  and  Steubenvilir 
road,  and  is  designed  to  reach  South-western  Ohio, 
by  uniting  with  the  Marietta  and  Cincinnati  road 
at  Athens.  There  are  strong  interests  at  work  to 
extend  the  Pittsburgh  road  in  that  direction.— OAw 
State  J.iurnal. 
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SISCJO    BLAST   FURNACE 
For   Sale. 

THIS  FURNACE,  situated  in  Westport,  Essex 
Co.,  N.  Y.,  on  LakeChamplain,  is  capable  ot 
producing  3000  tons  Pig  Iron  per  annum.  It  is 
blown  by  a  powerful  steam  engine,  and  another  en - 
pine  raises  the  stock,  etc.,  etc.  There  are  eight 
Kilns,  which  can  make  500,000  bushels  Charcoal 
per  annum,  (  onnecting  by  Railroad  with  the  Fur- 
nace, and  nearly  an  acre  of  sheds  for  seasoning 
wood.  One  large  B:ick  Mansion  House,  with  ex 
celleot  Farm,  one  Btick  Cottage,  seventeen  Houses 
for  workmen,  commodious  Blacksmiihs'  and  Car- 
penters' Shops,  etc.,  etc.,  and  about  1500  Acres  ot 
Land.  The  Furnace  is  situated  on  a  large  and 
convenient  Dock  ;  Wood  for  making  Charcoal  can 
be  obtained  cheaply  in  the  neighborhood,  and  An- 
thracite coal  irom  Rondout  can  be  delivered  at  low 
rates.  By  the  proposed  Ship  Canal  from  Lake 
Chamolain  to  River  St.  Lawrenc,  coal  could  also 
be  brought  with  great  (aciiity  from  Erie.  The  rich 
Magnetic  Ore  ol  Essex  County,  particularly  that 
from  the  famous  Port  Heury  Bed,  can  always  be 
procured  cheaply  and  in  great  abundance.  The 
property  will  be  sold  on  reasona^l"  terms.  Inquire 
of  Mes-rsJ.  &  L.  TUCKeRMAN,G9  We^t  street. 
New  York,  or  of  F.  H.  JACKSON,  No.  5  Liberty 
Square,  Boston.  Im2 
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LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  .Square,  Boston 
and  24  Broadway,  New  York,  Sole  Agent  in 
the  United  States  and  Canada^  fur  tf»e  Lowmoor 
I-on  Co  ,  is  prepared  t »  /"oceive  orders  for  this  justly 
ceiebrdted  Iron,  and  oHera  for  aal<-  an  astortment  of 
the  Round  sizes  which  t^e  now  hns  in  e  t  )re,  and  which 
for  strength,  eoundn<  ss  and  uniform  quality,  stands 
wi'hniit  n  rivRl. 

Superior  Cast  iron    Has   and 
Water  Pipes. 

THE  Subscriber  ia  prepared  to  contract  for  the  sup- 
ply of  OAS  l  IR.ON  PIPES  required  by  Gasu  or 
Water  <~!ompaDies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  <«n  reasonable  tonus.  These 
Pipes  are  cast  on  the  most  improved  principle  by  the 
best  Founders  in  Scotland,  from  a  supTior  quality 
of  Pig  Iron  reinelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
be  obuiined  on  application  'o  the  Agent  in  New  ^  ork. 
WILLIAM  KOY,  Junr., 
*    •  -'  •  21  Renfield  St.,  Glasgow, 

Scotland. 
J.  M.  EADIE,  Agent, 

26  Front  st ,  New  York  lySO 


SLMEON  DRAPER,  No.  46  Pine  st.,  oHers 
sale,  a  variety  of  RAILROAD  BONDS  ano 
STOCKS;   also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are— 
1st  Mortgage  Convertible — 

7  per  ct.  twnds  ot  Canandaigua  and  Corning 

R.R,  payable  in New  York,  IftfiO 

Do.    Buffalo,  Corning  and  New  York  do 186* 

Do.    Western  Vermont  Railroad do.  1861-7! 

Do.    Evansville  and  Illinois do,..,l8«)i; 

8  do.  Michigan  Central Boston,  18«i(i 

Do.    Peoria  and  Oquawka, New  York,  186:;^ 

1st  Mortgage— 

7  per  cL  bonds.  Corning  &.  Blossburg  do 1871 

Do.     Mansfield  and  Sandusky do 18(Ki 

7  per  ct.  Vermont  Valley do IbtM' 

Do.    Troy  and  Bennington Troy,  N.  Y.18«il 

Do.    New  Jersey  Central New  York,  1860  70 

Do.     Dauphin  and  Susq  Coal  Co.  do 1871 

Do.    Brunswick  Catiai  Co do 1857 

Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 
7  per  ct.  bonds  Saratoga  and  Wash.  N.  York,  1862 

Do.     Troy  and  Boston do 1864 

Do.    Muscogee  Railroad Savannah,  l^-bsJ 

Do.     Huron  and  Oxiord N.  York,  186-2 

Also,  Georgia  7  per  ct.  State  stocks, 

interest  payable  semi-annually do....  1872 

City  ot  Savannah  7  per  cent,  bonds, 

interest  payable  semi-annually do..  1870-76 

7  per  ct.  bonds  ol  the  Town  of  Huron, 

Erie  county,  Ohio do.*..  1861 

10  per  ct.  Ciiy  of  Keokuk,  Iowa,  Keokuk,  18  io 

6  percent.  City  of  Memphis. .Philadelphia,  1886 
10  per  cent.  City  of  San  Francisco,  San  F^an.  I87(i 
12  "  "  Benicia,  California,  xN.Y.  1855 
12        "  "         Sacramento,  do.    Sacramento 

7  per  cent.  Atlantic  Steamship  Co..N.  York,  lb55 
12  percent.  Imrrovem- nt  Scrip  of  the 

State  of  Wisconsin  lor  improve- 
ment ol  Fox  River do... .1862 

Troy  and  Rutland  railroad  Stock,  with  gitarantet 
of  4  percent,  dividend  and  one  hall  surjuus  profit^ 
of  this  and  Rutland  aiui  Wash.  R.  R. 

Rutland  aud  Whitehall  Stock,  with  guarantee  ol 
4  per  ct.  div'd  by  Saratoga  aud  Washington  R.  R 
Also,  Stock  ol  the  CHinbria  Iron  Company. 

Slock  in  the  Wcaiern  Vermont  R.  R.  Co. 

Slock  in  the  Mdd  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Cornir.gand  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Santiu-kv  R.R.  Co. 
Stock  in  the  South-rn  B;ink  ot  Kentucky. 
Stock  in  the  Mtchanic's  Bank  of  N.  Y. 
Slock  in  the  Eas^t  River  I'surance  Co. 


Railroad  Iron. 

^riTjA  TONS  Railroad  Ir  n,  weighing  about  59 
0\J\J\J  lbs.  per  yard,  "  Erie"  pattern  ol  G  L  and 
"  Ciawshay"  nianuta  ".lure,  now  on  the  way  from  the 
•hipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,   SANPORD  «fc  CO, 

No.  51  New  street 
D»cMnber  4,  1(^52.  it 


Tlie  Cambria  Iron 


Tlie  Cold  Springy  Iron  Worki^, 

INCORPORATED  IN  1848. 

IN  the  Town  of  Otis.  Counry  B-rkshire  Massachu 
setts,  manufactures  CAR  AXLES,  and  all  kind- 
of  WROUGHT  IRON  used  m  the  manufaoure  ol 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IROA  o 
all  deucripiions.  Particular  atu-ntion  is  paid  to  tlit 
manufacture  of  CAR  AXLES,  and  Uie  Works  betnj; 
situated  in  a  region  of  WOOD  and  CHAtlCOA'-, 
with  which  their  Axles  are  exclusively  mnde,  the  Com- 
pany feel  con6dent  they  can  fumisn  an  article  eqU'il. 
if  not  superior,  in  quality  and  finish  t.j  any  m  thi 
market.  Tney  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  sliali  be  promptly  attended  to  :  and  execut- 
ed on  terms  as  advantageous  ae  can  be  had  eUewhcre. 

Thev  refer  to — 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 
road^ Salem.  Mass. 
A.  T.  Peirce,  Esq.,  C^r  Builder,  Norwich,  dmn. 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  Wetherell,  Car  Builder. 

Address  HE.NRY  MELLUS,  Agent, 

Boston,  Mass 
•     --'      or,  GEO.  W.  PRESCOTT,  Sup't. 

Otis,  Muss. 
November,  12,  1?52.  ly 


OKGANIZhD  under  the  law:;  ot  Pennsylvania, 
with  a  capital  of  $  1 ,000,00^,  propose  tmbaik- 
i>.g  in  (he  manulacture  ol  Raili  >ad  Iron,  at  Joknt- 
lown,  Pennsylvania.  The  location  they  have  se- 
cured offers  advantages  superio",  it  is  confidently 
Oelieved,  to  any  oihei  in  this  cointrj. 
semi-bituminous  Coal,  Limeston ;. 


article  required  for  iH'e  manulac  ure  of  Iron,  exist, 
in  inexhaustible  quantities,  on  t 
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Company, 


Irtm  Ores, 
,  and  nearly  eveijr 


known  point  noiT 
Iron.  The  Penn- 
road  pass  through 


Railroad  Iron. 

^rWl  TONS,  weighing  aSout  55  lbs.  per  yard. 
tJ\J\J\J  now  on  the  way  from  Great  Britain  to 
iNew  Orleans,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  &  CO., 

No.  51  New  street. 
December  4, 1862.   .    ,  ,  4t 


le  »pot ;  and  tbes« 
deposits  are  now  worked,  and  t  le  minarals  deliv- 
ered, cheaper  than  at  any  other 
occupied  for  the  mann.acture  of  1 
svlvania  Canal  aud  Central  Rai 
the  property,  aud  cross  each  othi  r  at  tde  spot  where 
the  mineral  veins  ari^'most  thorojughly  opened  out; 
and  which  location,  for  its  otherjaovaniages  for  fa- 
cility ol  manufacturing,  and  vicinity  to  a  populoa* 
tiorough,  has  been  selected  lor  tie  establishment  of 
Railroad  Iron  Works,  and  forth;  erection  ot  other 
Blast  Furnaces,  in  addition  to  those  now  in  opera- 
don. 

The  attention  of  capitalists  d  soosed  to  embark 
in  an  enterprise  which  offers  a  retnunerating  profit, 
even  on  the  low  prices  ot  iron  current  beiore  the 
rise  ol  the  last  six  months,  and  ^rhicb  promises  to 
be  very  lucrative  while  anything  like  present  rates 
prevail,  and  also  ot  Railroad  Companies  desirous 
of  making  arrangements  for  Iron  Rails  lo  be  deliri 
ered  in  1853,  is  called  lothis  euu  rprise. 

Out  ot  the  capital  named  above,  the  sam  ot 
5360,000  has  been  deroted  to  the  purchase  of  about 
30,U(>0  acres  ot  laud,  apon  which  there  are  six  blast 
lurnaces,  which  cost,  including  he  personal  prop- 
erty accompany  them,  &3jO,000,  Three  of  the«e 
lurnaces  are  now  in  successtui  Dperaiion,  and  by 
next  spring,  with  an  outlay  of  ibout  S6  0U0,  the 
other  three  can  go  into  blast;  and  at  the  present 
price  of  pig  iron,  these  six  charcc  al  furnaces  would 
realise  a  net  profit  of  six  per  cent  on  Sl,000,tKK) 
capital. 

The  company  contemplate  electing  four  more 
t'lasi  turnaces,  lor  smelting  with  coke  the  iron  ores 
at  Johnstown,  and  also  works  tor  manutacmring 
railroad  iron,  lo  do  this,  they  will  require  sub- 
scriptions in  all  to  the  amount  ol  S600,oOo,  and  to 
carry  on  most  profitably  the  maiiutacture  and  dis- 
posal ol  rails,  the  whole  chartered  capital  should 
oe  raised.  Subscription  lists,  proviiiing  that  no 
subscription  shall  be  binding  unljess  bonaju/e  sub- 
scribers tor  the  amoutit  ot  S600|00U  are  obtained 
by  the  1st  January  next,  and  paii]|phlets  descriptive 

aud  estimates  of 


of  the  advantages  of  the  locality 

costs,  can  be  had  of  the  undersig  led. 
D.  M.  WILSON,  Newatk, 
EDWARD  P.  GRANT,  New  York, 
SAMUEL  H.  JONES,  Philadelphia, 
JOHN  HARTSHORN,    Boston, 
T.  F.  SECOR,  New  Yoik,     i 
G.  S.  KING   Johnstown,        '■ 
P.  SliOENBUGLR,  Pittsburg, 
RHEY,  MATHEWS  &  CO.,  Pittsburg, 

or  at  the  otfice  ot  the  Provisiona   Committee,  at 
SIMEON  DRAPEI.S,  46  P^u.  *t. 
The  subscriber  is  prepared  toe  iter  into  contiacta 

to  deliver  RAILROAD  IRON  M  Companies  re- 

quiring  it  in  l»53. SIMEON  DRAPER, 


Iron. 

•^£\£^  Tons  FishkillCharcoiallron  for  sale  oa 

(^W  reasonable  terms,  also  trom  lOOOtoSOOO 

tuns  Fishkill  Hematite  Ote — delivered  at  Pough- 

keepsie  or  New  York.     Sampleslof  the  ore  may  be 

seen  at  the  store  of  Messrs.  Uoffman,  Bailey  &,  Co., 

No.  62  Water  St..  New  York.    Ehquire  by  letter  to 

NORMAN  M.  FINLAY 

Poughkeepsie,  Dutchesi  couniv,  N.  Y» 

July  10,  1851. 


A.  Whitney  &| 

PHILADELl^HL 

VTANUFACTURERS  of  Chille 


Son, 

PA., 

Railroad  Wheels 
for  Cars  and  Locontuti ves.    Also  fumi-  h  Wheela 
rittcd  complete  on  best  English  ana  American  Roiled 
and  American  Hammen-d  Axles.    ]  31tf 


Fire  Brics^. 

SCOTCH  Patent — for  sa'e  in  luti  t^  stilt  purctas- 
ers,  by  G.  O.  ROBEHTsON, 

135  Water  street,  c(  rner  of  Pine, 
November  19, 186^  New  Yoik, 
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Volcano  C^uartz   Mining  Co.!     To  Railroad  Contractors. 


VOLCANOVILLK,  Eb  DORADO    COUNTV, 

CALIFORNIA. 

BOOKS  for  subscription  lo  fif75,000  of  the  stoclr 
li  iijis  eompaiiy  are  uo*  optn  ai  the  oiiico  cl 
luc  couipauy,  "e  Bkoadway,  New  Yoik. 

Tlie  uncoin'Doiily  ricti  cUima  ol  this  company 
hold  out  imluceineuis,  to  ilios>e  who  are  dispost-il  lo 
invtst  capital  in  quariz  miniug  in  Calitornia,  not 
surp.t^seii,  it,  iadtcd,  equaled,  by  lliost:  of  any  otlici 
company  iu  tbat  state. 

Tue  extraordinary  richness  of  our  quartz,  as  was 
witnessed  by  thousands  at  the  Idle  J-Viir  of  Ike  Anu- 
erican  InstduU,  and  ths  extent  of  our  claims,  toge- 
ther with  the  peculiarly  favorable  location  lor  econ- 
omical working  upon  a  large  scale,  will  ensure 
the  tmtst  ample  dad  salisfaclory  returns  upon  the  in- 
vestment. 

Ii  IS  well  understood  by  practical  men  ihat,  with 
machinery  woi king  twenty  tuns  ol  quariz,  paying 
two  cents  per  lb.,  large  prohts  will  be  realized  upon 
each  day's  woik.  it  is  the  intention  ol  the  compa- 
ny lo  ootain  machinery  sutficient  to  vntkfijly  tons 
per  day,  and  to  worR  it  in  the  most  economical 
mannci ,  by  which  ihey  leel  coutidiui  of  being  able, 
from  their  stock  which  will  yield  Irom  ItDu  cents  to 
ttoeiUu  dollars  to  the  ib.,  to  make  returns  to  their 
shareholders  which  will  not  only  sratisiy,  but  sur- 
prise them. 

It  will  be  seen,  by  reading  the  pamphlet,  con- 
taining the  cAartc ,  the  laws  of  Caluornia,  and  the 
details  ol  our  plans  of  operation,  that  our  estimates 
are  based  upon  ttoo  cents  per  lb.,  and  the  expenses 
ol  Working  the  mill  are  but,  at  present  AigA  prices 
for  labor,  while  it  is  well  known  lo  all  wiio  ledeci 
upon  ihe  matter  that,  as  the  cost  of  labor  shall  be 
xeduced,  the  income  will  be  materially  enhanced. 

Il  we  woik  40  tons  per  day,  and  yet  two  cents  per 
lb.,  it  will  yield  Slti,  while  three,  four,  or  Jive  cents 
per  lb.,  would  give  a  proportionate  increase  ol  re- 
ceipts, the  expenses  of  working  the  mill  would  noi 
be  increased  a  dollar,  and  will  be  less  than  $47U  a 
day. 

Subscriptions  can  be  made  by  mail,  enclosing, 
ten  per  cent  on  the  amount,  of  the  balance,  twenty 
per  cent  to  be  paid  on  the  ^ib  of  Nov.  inst.,  auu 
seventy  per  cent  on  the  "iythday  of  December  next, 
when  certificates  of  stock  will  be  issued. 

Pamphlets,  containing  the  statute  of  California 
in  relation  to  corpoiations,  the  rules  and  regulations 
of  our  locality,  the  charter  and  by-laws  ol  the  Co., 
togetner  with  much  other  interesting  and  useful 
matte!,  includinji  a  map  of  a  portion  of  the  north- 
ern mining  regions  may  be  bad  grans  at  the  otlice 
ol  the  company.  No.  7d  Broadway,  or  by  mail  on 
application,  (postage  paid.) 

TRUSTEES  OR  DIRECTORS. 

NICHOLAS  DEAN, 
ROBERT  M.  Si RATTOX. 
NATHANIEL  COxVKLlNG, 
D.  K.  MLNOR, 
JOB  3.  HEARN, 
SUViJSER  WHITNEY, 
BENJAMIN  C.  DONNELLAN, 
JAMES  CLOWDSLEY 
JAMES  ALLEN, 

D.  K.  MINOR.  President, 
James  Clowdsi,ey,  Vice  President 

Nicholas  Dban,  Treasurer. 

Nathaniel  CoNKLiNG,  Secretary. 

New  Yorit,  Oct.  '£>.  1852. 


t'l'-ALEU  PuOt'OaALrf,  aI.lUlc^std  lo  eiiiur  ol 
)  Uie  unJei>igntrd,  will  be  received  at  Uillsbo 
jrougii,  Hii^hland  county,  Ohio,  until  the  1st  day  ol 
[Pebraary  next,  ni  noon. 

I  For  ine  Gradn.uioii  and  Masonry  of  the  Middle 
I  Division  ol  the  Cincinitati,  Hilisboiough  and  Park- 
jersbunjli  Railway,  extending  Iroui  Hillsborough, 
[Highland  county,  to  a  poitit  near  Jackson,  Jackson 
eouniy,  Ohio,  about  5tj  miles. 

The  liiio  will  be  ready  tor  examination  early  in 
January,  and  Profiles  and  Specifications  of  the 
work  will  be  exhibited  at  the  Engineer's  office,  in 
HilUbotough,  lor  one  week  piior  to  the  1st  day  ot 
February. 

This  Railway  forms  the  recognizi^d  continuation 
across  Ohio,  ol  the  Baltimore  and  Ohio,  and  North 
Western  Virgiuia  Railways,  and  being  located  as 
a  link,  in  the  great  through  line  between  Baltimore 
and  St.  Louis,  will  be  found  in  every  way  worthy 
of  the  attention  ot  able  and  enterprising  contract- 
ors. 

The  remainder  of  the  line  to  the  Ohio  river  will 
be  ready  for  contract  about  the  1st  day  of  May 
next.  JAMES  M.  TRIMBLE,  President. 

Elwood  Morris,  Chief  Engineer. 


$200,000 


>  of  New  York. 


'of  California. 


To  Railroad  Co^s,  Liocomotive 
Builders  and  £n pincers. 

THE'  iindersiffned  having  taken  he  Agency  of  Ash- 
croft's  Steam  Gauge,  would  r<>conunend  theit 
adoption  by  those  interested.  They  have  been  exten- 
sivolv  used  on  H&ilroads,  Steamers  and  Stationary 
Boi  ers,  where,  from  their  accuracy,  simplicity,  and 
non  liability  to  derangement,  they  have  given  penecl 
satisfaction  In  fact,  for  Locomo.ives,  they  are  thi 
only  reUabU  Gauge  yei  introduced. 
^  CHAS.  VV,  COPKLAND, 

'^ insulting  Engineer,  61  Broadway. 

Dudley  cj.  Fuller  dL  Co., 

JRON   COMMISSION    MERCHAiNTS, 
No.  139  GREENWICH  STREET, 


Notice  to  Contractors. 


mmmM 


A  leg  All  ny    Valley  Hauruail  LtiUings. 

SEALED  Pioposals  will  be  received  at  the  Com- 
pany's Ortice,  in  Fourth  street,  Pittsburg,  until 
the  5Jv5  id  day  ol  February,  1853,  for  doing  the  Gra- 
ding, xMasonry  and  Bridging  on  the  portion  ot  said 
road,  between  Pittsburg  and  Kitianing,  Armstrong 
County,  a  distance  of  42  miles.  The  line  will  be 
divided  into  Sections  ot  about  one  mile  in  length, 
and  bids  may  be  made  lor  one  or  more  or  all  ot 
said  sections. 

Plans,  Piofiles  and  Specifications  will  be  ready 
for  inspection  on  and  alter  the  filth  day  of  Februa- 
ry- 
Proposals  will  be  received  for  the  Grading,  Ma- 
sonry and  brii^ging,  and  also  for  the  superstructure 
and  finishing  said  42  miles,  complete,  (except  lur- 
nishing  iron.) 

Bids  will  be  received  and  considered,  for  the  en- 
tire work,  (exi.ept  furnishing  iron,)  from  Pittsburg 
to  the  New  York  State  line.  ,  ^  . , 

Satisfactory  references  will  be  required  from  bid- 
ders not  personally  known  to  the  Company. 

For  further  information,  application  may  be 
made  personally,  or  by  letter,  to  Hon.  William  F. 
Johnston,  President  of  the  Company,  or  to  George 
R.  Eichbaum,  Esq.,  Associate  Engineer,  or  to  the 
S11  hsp  r  i  tif^r 

W.  MILNOR  ROBERTS,  Chief  Engineer. 
By  order  of  the  Board  ol  Managers. 
Otlice  of  the  Alleghany  Valley  Railroad  Compa- 
ny, Piilsi)urg,  December  20th,  1852. 


SEVEN     PER    CENT. 

CONVERTIBLE      BONDS     OF 

the  NEW-CASTLE  and  RICHMOND  RAIL- 
ROAD.—The  undersigned  offer  for  sale  TWO 
HUNDRED  SEVEN  PER  CENT  CONVER- 
TIBLE BONDS  lor  81,000  each,  of  the  NEW- 
CAS  TLE  and  RICHMOND  RAILROAD  COM- 
PANY, with  Interest  Coupons  attached,  payable 
semi-annually  at  the  office  ol  the  Ohio  L'fe  Insu- 
rance and  Trust  Company,  in  New  York.  The 
Bunds  are  payable  ai  the  same  place  in  fifteen  years 
and  are  couveitible  into  the  stock  of  the  company 
within  five  years. 

These  Bonds  are  secured  by  a  mortgage  execu- 
ted by  the  Company  to  Geoige  Carlisle,  of  Cin- 
cinnati,  and  Joseph    B.  Varnum  of  New   York, 
Trustees  of  the  road  from  Richmond  in  Wayne 
County,  to  New-Castle  in  Henry  County,  includ- 
ing the  superstructure,  iron  rails,  depots,  tolls,  pri- 
jvilejics   and  franchises  of   the  Company.    This 
I  mortgage  is  the  FIRST  AND  ONLY  LIEN  upon 
jihis  section  of  the  Road,  which  is  a  part  of  the 
I  great  Trunk  Railroad  irom  Cincinnati  to  Chicago. 
The  New-Castle  and  Richmond  Railroad  extends 
I  from   Richmond  to  X.oganspoit,    103    miles,  the 
I  whole  of  which  is  under  contract,  and  about  one 
I  thousand  hands  are  now  employed  on  the  road. 

The  total  amount  orstock  subscribed  upon  the 
jwhob  road  is  8509,400.  The  stock  applicable  to 
[the  construction  of  the  road  from  Richmond  to  New 
jCastle  is  8250,900. 

This  railroad  passes  through  the  most  fertile, 
populous  and  highly  improved  part  of  Oiiio  and 
Indiana,  and  it  must  become  the  great  route  for 
freight  and  travel  between  Cincinnati  and  Chicago 
and  the  Northwest. 

The  local  business  alone  would  be  sufficient  to 
make  the  road  profitable.  The  counties  of  Indiana 
thiough  which  it  runs  produce  annually  more  than 
»wo  millions  of  bushels  of  wheat,  five  millions  of 
bushels  of  corn,  one  hundred  and  fifty  thousand 
hogs,  and  fifteen  thousand  cattle,  a  large  part  of 
which  must  be  transported  to  market  on  this  road. 
The  iron  rails  for  more  than  fifty  miles  of  the 
road  have  been  purchased.  Ten  miles  of  the  road, 
from  Richmond  to  Washington,  will  be  completed 
and  in  operation  in  November  next,  which  wiL 
make  a  continuous  railroad  of  about  70  miles  frota 
Cincinnati,  by  w&y  of  Hamilton,  Eaton  and  Rich* 
mond. 

The  holders  of  the  bonds  will  have  for  ther  secu- 
rity the  obligations  of  the  company,  with  subscrip* 
lions  of  stock  to  the  amount  of  more  than  half  a 
million  ol  dollars,  and  a  mortgage  upon  the  road 
from  Richmond  to  New  Castle,  with  the  iron  rails, 
superstructure,  tolls  and  franchises  of  the  company , 

CARPENTER  &  VERMILYE.44  Wall-st. 
CAMMANN  WHITEHCUSE&Co.  56  Wall-st. 


LOW  MOOR  AXLES, 

ASUPERI'.R  Article  >ur  Railroad  v^ars,  supplied 
by  the  Manufacturers'  Agent-  VVM.  BAILEY 
LANG,  9  Liberty  Squaro,  Boston, and  24  Broadway, 
N(B|v  York. 


CAUTION. 

t>  AILROAD  Companies,  and  the  public  generally 
i  are  hereby  cautioned  against  purchising  Ricn- 
ardson  s  Patent  Oil  Cups,  or  therigut  to  use  tnesame, 
except  of  the  undersigned.  Proprietor  of  the  Patent, 
or  (A  some  one  acting  under  his  authority.  Commu- 
nications addressed  to  Him  at  Westmmster,  Vt.,  will 
t>e  pr^inptly  attended  to.  E.  DeWOLF,  Jr. 
Oct.  2.  1852.        ly* 

To  Civil  Kn  pincers  and 
►*^urve>ors. 

A  CIVIL  ENGINEER  and  Surveyor  ol  ver} 
greai  experience  in  every  detail  ol  loncating 
designing  and  constructing  Public  Works,  especi 
ally  Railroads,  is  desirous  of  a  situation,  he  ha 
r-een  engaged  practically  ♦or  the  past  sixteen  years 
dud  can  produce  the  most  satisfactory  testimonials 
Address  D.  F.  car.*  of  Geo.  Gilchrist. 

I  ra-52  4:^'^  Wa»bingloa-st.  N.  Y. 


Etna  Safety  Fuse. 

THIS  soperior  article  for  igniting  the  charge  in  wet 
or  dry  blasting,  made  with  DUPONT'S  best  pow- 
der, is  kept  for  sale  at  the  office  and  depot  of 

RBYNOLDS  &  BROTHER,  ..:. 

J^iS'j-*  ManufaclurerB,.^^  .  , .  v' 

No.  86  Liberty   St. 
NEW  YORK. 
knd  in  the  principal  cities  and  towns  in  the  U.  States. 
jrt-  The  Premium    of  the  AMERICAN  INSTI- 
FUTE  WPS  awarded  to  the  Etna  Sqfety  fhue  at  ths 
tate  Pair  held!  n  this  city. 

Nm»(Th«r  a     IKI".  It 

Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON,,  ' 

OFFKBS  HIS  SKRVICES  FOR  THK 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEG4C1ES,  ETC., 
And  for  the  Purchase  and  Insptctlon  of 

Railroad  Iron,   Chairs,  or 

any  kind  of  Machinery. 

'     •     -•      REFERENCES:-        1      -  r  ■ 
Messrs  Palmer,  McKillop,  Dent  A  Co.,  London. 

"        George  Peab-idv  A  Co,  London. 
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Richard  Irvin,  Efq.,  ^ew  York.  "' 
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•^Iwjiw^Li'gw^'i  yr^  T^TTM 


.  J  i  ^  M'-i  4  C  ■    ?;■.:.:  O-^  ^^ti^    ^a\ 


-isrrxm-r':^-: 


W-i-v^-    -■    '.^^  ■;■*■«.  -^ 


.■j..--»vi.r.    -     ->  . 


*■■;■- 


.1.  -•, 


AMERICAN   RAILROAD  JOIJRPL 

I 

STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 


HENRY  V.  POOR,  Editor. 


ESTABLISHED  IIV  1831. 


PUBLISHED    WEEKLY,  AT   No.  136  NASSAU  ST.,  NEW   YORK,  AT   FIVE    DOLLARS  PER  ANNUM   IN   ADVANCE. 
Second auARTo Series,  Vol.  IX.,  No.  3]  SATURDAY,  JANUARY  15,  1853  [Whole  No.  874   VolTxXVI. 


k 


Pdblibhbd  bt  J.  H.  ScHULTS  &  Co.,  136  Nasbad  st. 


great  valley  Irom  its  wa/uroZ  and  accustomed  chan- 
nels, has  been  so  marked  and  decided,  that,  for  a 
few  years  past,  the  trade  between  New  Orleansand 
the  distant  portions  of  the  great  valley  has  dimin- 
ished— at  least  has  not  increased — notwithstarjding 
the  rapid  increase  of  the  West  in  population  and 
production,  Such  a  fact  was  too  startling  not  to 
arouse  the  whole  community  to  a  sense  of  the  ne- 
cessity of  taking  the  proper  steps  to  avert  a  calam- 
ity threatening  the  less  of  their  trade  and  commer- 
cial importance  ;  and  the  people  of  New  Orleans 
are  now  taking  the  most  efficient  measures  to  re- 
pair the  consequences  of  their  neglect,  and  are  bu- 
sily engaged  in  the  prosecution  of  two  great  works, 
by  means  of  which  they  propose  to  re-establish  and 
r'^tain  the  hold  they  once  had  upon  the  trade  of  the 
Mississippi  valley. 

The  leading  project  now  engaging  ihe  attention 
of  the  people  of  Louisiana,  and  {particularly  those 
of  New  Orleans,  is  the  New  Orleans  and  Nashville 
railroad,  by  constructing  which  they  propose  to 
connect  themselves  not  only  directly  with  a  region 
of  country  capable  oi  supplying  the  largest  amount 
of  trade,  but  with  the  numerous  railroads  now  in 
progress  in  the  south  and  west.  The  length  of  this 
road  will  not  be  far  from  500  miles.    It  will  trav- 

The  State  ot  Louisiana,  having  in  the  Missis-  "^^  region,  and  at  its  northern  terminus,  will  be 
^ippi  river  a  convenient  channel  not  only  for  the^'"*^"^^' ^°^°  *^°""^"'"'^*^^°°''y  "'''■^^^'''^''^^"y 
trade  and  travel  of  its  own  people,  but  for  opening '  P^^'^"*  °^  "^^  country.  It  is  believed  that  this  road 
to  them  the  interior  commerce  of  the  country,  basr*'''  ^"^'  *  *"°°S  counteracting  influence  to  the 
neither  attempted  nor  accomplished  much  in  works  i^^*'^^  "°*  "^"^^  '°  ^^^"^  °^  ^^^  '"^^  ^^  ^^^  ^^^ 
of  artificial  improvement.  Before  railroads  were  ^»**'PPi  ^a'^^y  toward  other  cities.  The  whole  line 
brought  into  use,  the  river  aflbrded  the  best  known  "  ^^"^  ^°'^"  survey,  and  will  be  placed  under  con- 
mode  of  transportation,  both  for  persons  and  pro-j^'^**^'  *"  *°^°  ^*  practicable,  when  the  work  of  con- 
perty,  and  long  habit  had  produced  a  conviction  1*^'^"'^''°° '''*' ^  "^S^d  'onward  with  tbe  greatest 
that  it  could  not  be  superceded  by  any  other  chan-  P°*s»*>l«  despatch 
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nels  or  routes  of  commerce.  No  representation 
could  awaken  the  people  of  New  Orleans  to  a  sense 
of  the  importance  of  following  the  example  of  other 
cities,  and  of  strengthening  their  natural  position, 
by  artificial  works,  till  a  diminished  trade— the  re- 
sult of  the  works  of  rival  communities— rendered 
the  necessity  of  undertakipg  similar  improvements 
too  apparent  to  be  longer  delayed.  Although  the 
projects  of  the  northern  and  eastern  States,  by 
which  they  sought  to  reach  the  trade  of  the  Mis 
si&sippi  b&sin,  had  been  only  partially  accomplish- 
ed, yet  the  influence  which  they  exerted,  even  in 


The  other  leading  project  dividing  the  attention 
of  the  State  with  that  described,  is  the; AV?«;  Orleans 
and  Opelousas  railroad.  The  object  of  this  road  is 
to  accommodate  the  trade  and  travel  of  the  country 
traversed,  and  eventually  to  form  the  trunk  of  two 
other  great  lines ;  one  extending  into  Texas,  with 
the  expectation  that  it  will  eventually  be  carried 
across  the  contment  to  the  Pacific;  and  the  other 
in  a  northerly  direction,  through  Arkansas,  to  St. 
Louis.  These  exteubions,  however,  form  no  part 
of  the  present  project,  which  is  limited  to  the  ter- 
ritory of  the  State 


their  infancy,  in  diveriing  the  commerce  of  that      The  route  cf  this  road  traverses  the  great  sugar 


are  calculated  to 


producing  district  of  Louisiana,  from  which  tran»« 
portatioo  to  a  market,  on  accouolt  of  the  impossti 
bility  of  constructing  good  earth-jroads,  involves  ai 
heavy  expense  and  great  delay.  For  the  immensai 
products  of  this  portion  of  the  St|ite,  the  road  will 
constitute  a  suitable  outlet  in  thelconvenient  direc^ 
lion  of  trade.  The  work  of  construction  will  bej 
commenced  immediately,  as  ample  means  are  pre4 
pared  for  this  purpose. 

The  above  are  the  two  leading  works  of  the  state, 
and  alone  require  particular  description.  Most  of 
the  projects  that  will  be  constnucted  within  the 
State,  for  some  years  to  come,  will  probably  be 
based  upon  the  above  lines. 

The  influence  which  railroads 
exert  upon  the  commerce,  and  in  (his  manner  upou 
Ihe  public  sentiment  of  a  community,  has  been  re> 
ma'rkably  illustrated  in  the  present  condition  of  the 
trade  of  New  Orleans ;  and  in  tpe  extraordinary 
revolution  which  a  conviction  of]  the  necessity  of 
these  works,  as  a  means  of  maintaining  their  pros- 
perity and  commerce,  has  effected  in  the  political 
organization  of  that  city  and  the  Skate.  So  long  as 
commerce  was  confined  entirely  io  natural  chan- 
nels, New  Orleans  occupied  a  position  possessing 
greater  advantages  than  any  otheii  city  on  thiscon- 
tinfent.  She  held  the  key  to  the  commerce  of  its 
largest  and  most  productive  basins!  watered  by  rir* 
ers  which  afford  50,000  miles  of  inland  navigation. 
This  basin  is  now  the  principal  producing  region 
ot  those  articles  which  form  the  baisis  of  our  foreign 
and  domestic  commerce. 

The  ability,  therefore,  to  mono^lize  this  trade, 
will  be  the  test  of  commercial  supremacy  among 
numerous  competitors.  Before  th4  construction  of 
artificial  channels,  New  Orleans  elijoycd  a  natural 
monopoly  of  the  trade  of  the  Mississippi  valley.— 
But  it  has  already  been  demonstrated  that  in  tha 
United  States,  natural  channels  of  commerce  are 
insufficiently  matched  against  tho^  of  an  artificial 
character.  The  progress  ol  the  l^ter  has  already 
made  serious  inroads  upon  a  trad^,  to  which  the 
merchants  of  New  Orleans  formerlkr  supposed  they 
had  a  prescriptive  right.  There  <>an  be  no  doubt 
that  this  trade  is  to  be  turned  toi^ard  the  eastern 
cities,  unless  it  can  be  restored  to  its  old  routes  by 
the  construction  of  channels  better  suited  to  its 
wants  than  the  Mississippi  river  an^  its  tributaries. 
As  already  stated,  the  people  neitlker  of  New  Or» 
leans,  nor  of  the  Sute,  coiUd  be  iodaced  to  act,  tU| 
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the  danger  u»  be  avcrietl  became  immiQeat.  Bui 
as,  in  the  southern  States,  works  of  ihe  magnitude 
proposed  cannot  be  executed  by  private  enterprizi, 
it  was  found,  so  far  as  Louisiana  was  concerned, 
that  neither  the  credit  of  the  State,  nor  that  of  the 
city  of  New  Orleans,  could  be  made  available  to 
the  works  proposed  ;  that  ot  the  State  from  a  con- 
stitutional inhibition,  and  that  of  the  city  because 
it  had  already  been  dishonored.  Under  these  cir- 
cumstances, it  was  ff  It  that  the  first  step  to  be  tak- 
en was  to  remove  the  disability  on  the  part  of  the 
State,  and  to  restore  the  credit  of  the  citj ,  to  a  point 
at  which  it  could  be  made  available  fur  the  carry- 
ing out  of  plans  ili  >  gncd  to  promote  its  growth  and 
prosperity.  Both  ol  jects  have  already  beeo  accom- 
plished. The  constitution  of  the  State  has  been  re- 
modelled, so  as  to  permit  extension  of  aid  to  rail 
road  projects.  A  much  greater  change  has  been 
effected,  as  far  as  New  Orleans  itself  is  concerned. 
Up  to  a  recent  period  that  city  was  divided  into 
three  municipolUUs.  each  having  a  disxiacx political 
organization.  Each  of  these  municipalities  had 
contracted  large  debts,  the  payment  of  which  had 
been  dishonored.  Their  credits,  of  course,  could  not 
be  made  available  for  any  works  ot  improvement. 
It  was  seen  that  the  proper  and  only  course  for  the 
accomplishment  of  the  results  aimed  at,  was  to  con- 
solidate the  ditferent  organizations  into  one  body, 
and  pay  off  old  liabilities  by  new  loans. resting  upon 
the  credit  of  the  whole  city.  All  this  has  been  ef- 
fected. The  result  has  been  magical.  The  credit 
of  the  city  has  been  completely  restored.  The  new 
loan,  to  pay  off  outstanding  liabilities,  commanded 
a  handsome  premium,  and  the  city  is  now  in  a  po- 
sition to  extend  efficient  aid  to  her  proposed  works. 
As  the  loss  oi  her  business  and  her  credit  could  be 
directly  traced  to  the  indifference  with  which  she 
regarded  all  works  of  internal  improvement,  she 
proposes  to  restore  both  by  calling  to  her  assistance 
all  the  agencies  supplied  by  modern  science  in  aid 
of  human  efiorts,  and  in  the  creation  cf  wealth. 


yrom  ihe  Albany  Evening  Journal. 
Trade  and  Couiincrc«  of  the  Canals« 

The  canals  of  this  state  closed  on  the  night  ot 
December  14th,  a  period  of  243daysfrom  the  open- 
.  ing,  being  the  longest  season  of  navigation  since 
the  completion  of  the  Grand  Inland  Work.  During 
the  entire  season  there  has  becL  but  little  interrup- 
tion or  delay  on  the  main  artery,  but  on  the  Gen- 
essee  Valley  line  weeks  have  been  consumed  in 
the  repairs  of  the  Dam  at  Mt.  Morris,  during  which 
navigation  was  ma  erially  interrupted,  and  at  times 
wholly  suspended. 

The  business  season  has  been  one  of  universal 
prosperity.  There  was  but  little  fluctuation  in  pri- 
ces of  any  of  the  leading  agricultural  products  up 
to  late  in  the  Fall,  when  a  steadily  improving  ex 
port  demand  for  breadstuffs  caused  the  prices  of  some 
leading  articles  to  advance.  But  take  the  season 
from  its  commencement  to  the  end,  it  can  be  said 
that  there  has  been  comparativelv  but  few  specula 
live  movements.  The  farmer  has  reaped  a  fair 
equivalent  for  his  labor,  the  produce  dealer  and 
shippers  have  received  a  fair  equivalent  for  their 
labor,  and  trouble  and  investments,  and  the  com- 
missioQ  merchant  all  that  could  be  expected.  Thus 
not  only  in  this,  but  in  nearly  all  other  branches  of 
trade,  has  a  legitimate  traffic  been  carried  on. 

Some  weeks  before  the  opening  of  navigation, 
the  Canal  Board  resolved  to  reduce  the  tolls  on 
merchandise  ascending  the  canal  about  50  per  ct. 
This,  with  a  few  exceptions  comprised  nearly  eve- 
ry thing  but  sugar,  molasses  and  some  unimport- 


ant articles.  The  result  has  been  a  diminution  in 
tolls  to  some  $*200  000  less  than  last  season,  while 
the  total  tonnage  shows  a  very  large  increase  over 
thatpf  any  previous  season. 

The  annexed  tables,  made  up  from  the  returns 
made  by  the  collectors  at  New  York,  Albany,  West 
Troy  and  Waterford,  exhibits  the  business  of  the 
canals — the  amount  am!  value  ol  property  arriving 
at  and  departing  trom  tide  water. 

The  aggregate  amount  of  tolls  received  on  the 
canals  this  year  was  83,1 17,607 ;  lait  year  S3,3'29,- 
727— showing  a  >iecrea.se  o.'  $212,120. 
Statement  showing  the  total  quantity  of  each  ar- 
ticle which  came  to  the  Hudson  Jiivtr  on  all  the 
Catiots  during  the  years  1850,  1831,  and  1862 : 

THK  FOREST.  1860.  1851.  '  1852. 

Fur  and  peltry, 
lbs G5i;,000         484,000         2GG,015 

Product  oj  wood. 

Boards  6l  scant- 
ling, leet.  ..425,005  44-2  427,038  fiOO  542,090.188 

Shingles,  M..     I,yti8,08o  47,yU0  ti3.2L)4 

Timber,  cubic 
feet 1,000,202      4,237,750      4,003,913 

Staves,  pounds202,224,000  155,304,000  148,767,044 

W^,  cords..         12,411  8,720  18,642 

Ashes,  pot  and 
pearl,  bbls..         52,237  29,08-1  37,220 

AGRICULTURE. 

Product  of  animals  : 

Pork,  bbls....          46,618  45,019  72.704 

Beet,      " 97,259  76,344  89  215 

Bacon,  lbs....     6  680,000  10  964,000  9,754,790 

Cheese," 32584.000  25,602,000  10,367,404 

Butter,   " 17,102,000  9,568,000  7,902,715 

Lard,      " 8,278000  10,814,000       

Lard  oil,  galls.          67  460  240,800       

Wool.lbs 11,986,000  10,518,000  7,645,302 

Hides,    '• 458,000  572,000  763,511 

Tallow,  lbs...       578,000  244,000          

Lard,  tallow  &, 

oil 10,787,984 

Vegetable  food. 

Flour,  bbls....     3  256,077  3,358,463  3,464,108 

Whtat,  bush..     3,670,754  3,063,666  6,754,946 

Rye,          "...        472,305  288,679  273,314 

Coin,         "...     3,228,056  7,916,464  5,436,769 

Com  meal,  bis.         11,983  7,065  14,174 

Barley,  bush..     1,744,867  1,809,417  2,354,933 

Oats,  "...  2,469,637  3,594,313  4,894,524 
Bran  and  ship 

stuffs,  lbs.  ..402,464,000  44,036,000  60,226,603 
Peas  &>  beans, 

bush 79,515  127,500  122  849 

Poutoes,  bush,       230,699  599,950  779.871 

Dried  fruit,  lbs     1,468,000  1,424,000  190,504 

All  other  Agricultural  products : 

Cotton,  lbs....     1,114,000  220,000  178,392 

Unmanufac'd 

tobacco,  lbs.       796,000  3,702,000  12,223,228 

Hemp,  "..  66,000  1,160,000  1,403,122 
Closer  &,  grass 

seed,  lbs....     1,418,000  531,000  2,150,075 

Fla«  seed,  lbs.     1,146,000  122,000  2,125,809 

Hope,          "..        8b0,000  552,000  417,131 

MANUFACTURES. 

Domestc  spir- 

itf,  gals....  1,617,095  2,787,600  4,617,658 

Beer,  bbls ....  95  56       

Linseed  oil,  gal  908  

Oil  meal   and 

cake,      lbs..  6,392  000  6  810,000  9.256,769 

Starch,        "'..  2,744,000  2,560,000       

Leather,      "..  7,176,000  8,204  000  6,877  815 

Furniture,  "..  1,102,000  1,046,000  1,255,951 

Agricultu'l  im- 
plements, lbs  16,000  320,000       

Bar«&  pig  lead, 

lbs 88,000  36,000  11,255 

Pig  iron,  lbs..  5,276,000  5,916,000  5,623,809 

Castings,  "...  1,580,000  2,448,000  3,055,42b 

Machines  and 

parts,  lbs....  280,000  148,000      

Bloom  and  bar 

iron,  lbs....  22,126,000  33,360,000  14,992,983 

Iron  ware,  lbs 4,000     

Domestic  wool- 
ens, lbs 1,018,000  824,000  187,658 
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Doiiiestic  cot- 
tons, lbs,...     1,868,000      2,248,000      1,342,122 

Domestic  salt, 
lbs 13,164,000    12,816,000      9,817,161 

Foreign  salt, 
lbs 1,326,000     841,122 

OTHER   ARTICLES. 

Live       cattle,         »     . 

hogs&.£heep         •■     •      ■  ■"'         ■* 

lbs 1,578,000         868,000         150,119 

Stone,  lime  &. 

clay,  lbs....  87,916,000    86,286,000  123,497,567 
Gypsum,  lbs..    6,950,000     3,242,000    17,699,240 

Es;gs,  "...     3,880,000      3,676,000     

Mineral    coal, 

lbs 32,146,000    26,110,000    32,330,928 

Fish,  lbs 458,000         170,000     

Copperore,  lbs        104,000         418,000  64,697 

Flint  enamel'd  i 

ware,  lbs...  2,000  .......      '      

Sundries,  lbs.  94,112  000  110,392.000  109,101,402 

Statement  showing  the  aggregate,  in  tons  under 

the  divisions  as  specified  in  the  above  table; 

1840.  1851.  1862. 

The  forest ..  .• 947,768       913  268     1,066,980 

Agriculture 920,048       8:M,420       992,932 

Manufactures 39,669         52,302         48,267 

Merchandize 7,105  4.580         11,610 

Other  articles 113,273        115,581        141,416 
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Total  tons.... 2,033,863  1,977,161     2,261,063 

Statement  showing  the  total  value  of  each  article 
which  cavne  to  the  Hudson  River  on  oM  the  Canals 
during  the  years  1850, 1851  and  1852.— 

the  forest.          1850.  1851.          1852. 

Furand  peltry,  lbs.      818,845  605,200      344,593 

Product  of   Wood: 
Boards  and  scant- 
ling, feet 6,365,724  7,213,226   9,329,570 

Shingles,  M 202,668  203,971      221,630 

Timber,  cubic  It...      440,490  605.251       681,376 

Staves,  lbs 908.612  737,686      696,843 

Wood,  cords 60.743  53,691        93,313 

Ashes,     Pot     and 

Pearl  bbls 1,518,045  841,-/31    1,079,851 

Agriculture.  .        .. 

Product  of  Animals  •• —  ' 

Pork,  bbls 512,798  063,898   1 ,267,292 

Beef      do 866,789  4t]8.054    1,034,113 

Bacon  lbs 580  922  980,956      916,950 

Cheese,  do 1,955,122  1,663.606    1,310,351 

Butter,do 2,391,863  1,338,997   1,463,522 

Lard:  do 620,868  973,324 

Lard  Oil,  gals....         42.500  168,537 

Woolslbs 4,372,678  4.101,415  3,210  699 

Hides, do 54,891  68,434       105'297 

Tallow,  do 40,524  16,976           ,.,    . 

Lard,  Tallow  and 

Oil ....    1,176,074 

Vegetable  Food : 

Flour,  bbls 16  280,425  13,436,642 16  686.965 

Wheat,  bush 3,937,763  3,051,110  6,878,291 

Rve.      "     315,928  186,986      213,451 

Corn,      "   2,000,890  4,427.175  3,645  380 

Corn  Meal, bbls..         35,949  20,172        39,688 

Barley,  busk 1,417,827  1,429,3.S2   1,722.079 

Oats,        "     1,014,678  1,348,018   2,151,846 

Bran     and    ship- 
stuffs,  lbs 927,853  352,285      550,121 

Peas    and   beans, 

bush 89,382  141.698       149,996 

Potatoes,  bush....       123,269  341,531       441,300 

Dried  fruit,  lbs...  132,019  114,108  15,241 
All  other  Agricultural  Products. 

Cotton,  lbs 153,239  23,994         18,b36 

Unmanu'act'd  to- 
bacco, lbs 159,005  813,712    2,687.670 

Hemp,  lbs 4,960  75,469         91,203 

Clover  and  grass 

seed,  lbs ;         92,106  39  876       161,275 

Flaxseed,  lbs....         27,745  2,426         42,617 

Hops,  lbs 159,647  146,287       124,769 

Manufactories. 
Domestic    spirits, 

galls 394,301  627,406    1,040,355 

Beer,  bbls 475  316 

Linseed  oil,  galls.             69l  ,      ,      -.   . 

Oil  meal  and  cake  '     i    •               '» 

Ihs.... 79,859  85,150       120.264 

Starch,  lbs 144,054  135,738 

..V.     ,-.•   -■,■,.■' 
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1,230,384 


104,385 

15,852 

820 
59,158 
73,438 

14,a3l 

666,993 
111 


1,100,644 
127,305 


563 

59,758 


215,477 
108,837 


725,419   178/270 


Leather,  lbs 1,148,068 

Furniture,  lbs....  110,180 

Agricultural  im- 
plements, lbs..  777 

Bar  and  pig  lead, 

lbs.....: 4,300 

Pig  iron,  lbs 52.769 

Castings,  lbs 47,428 

Machines        and 

parts  thereof,  lbs.  27:895 

Bloom    and     bar 

iron,  lbs 442,508 

Ironware,  lbs 

Domestic  woolen, 

lbs 891,204 

Domestic  cottons, 

lbs 558,532 

Domestic  salt,  lbs.  52,612 

Foreign  salt,  lbs..  5,311 

OTHER  ARTICLES. 

Live  cattle,  hogs 

and  sheep,  lbs.. 
Stone,    lime    and 

clay,  lbs 118,482 

Gvpsum,  lbs 14,946 

Eggs,  lbs 197,544 

Mineral  Coal,  lbs.  90,951 

Fjsh.lbs 14,319 

Copper  ore,  lbs...  15,747 
Flint       enameled 

ware 240       

Sundries,  lbs 1,823,914  2,202,985 

Statement  showing  the  aggregate  value  of  property 
which,  came  to  the  Hudson,  River  on  all  t/ie  Canals 
during  the  years  1850,  1851  and  1852  under  the 
division  as  specified  in  the  above  table  : — 

1850.  1851.         1852. 

The  Forest.. ..$10,315,117  $10,160,656  S12,519,976 
Agriculture...  38,311,546  36,394,913  45,112,636 
Manufacture...  3.960.864  4,335,783  3,364,146 
Merchandise...  563,615  329,423  3,904,790 
Other  articles..    2,323,495      2,706,733      2,387,096 


539,312 

59,387 


47,349        26,100 


122,000 

6,475 

220,652 

58,753 

7,101 

62,667 


348,951 

4I,H22 

433 


4,504 

147,892 
22,840 

"  451807 


2,050,430 


Total  value.S55,474,637  $53,927,508  $67,288,376 

BKltimore  and  Ohio  Railroad. 

A  meeting  of  the  board  of  directors  ot  this  com 
pany  was  held  on  the  18th  of  December  last,  at 
which  the  subject  of  proriding  for  the  transporta- 
tion over  the  road  of  the  semi  bituminous  coals  of 
the  Cumberland  region  was  acted  upon.  The  re- 
marks of  the  President  Thomas  Swann  Esq.,  have 
been  ordered  by  the  board  to  be  printed.  We  shall 
endeavor  to  give  the  substance  ol  his  argument. 
He  states  that  nearly  a  million  tons  of  eoal  could 
have  been  transported  during  the  year  if  the  com- 
pany had  been  in  a  situation  to  have  undertaken  it. 

The  lollowing  list  embraces  the  companies  now 
applying  for  transportation  and  it  comprises  but  a 
portion  of  those  preparing  to  open  mines  in  the 
George's  creek  region. 
Names  of  Companies.        Hopper  cars 

per  day. 
Alleghany  Mining  Company, ..  50 

Borden 30 

Cumberland  Coal  and  Iron  Co..  150 

Froslburg  Coal  Company 50 

Thomas  Kerr 16 

Parker  Vein  Coal  Company 30 

Jamer  Percy 20 

Percy  &  Co 8 

PhcEQix  Coal  Company 10 

S  wanton  Coal  and  Iron  Co 15 

Withers  Mining  Company 30 


Gondolas. 
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/  iJ^^  receipts  ot  the  company  are  now  about  $35,- 
000  per  month  from  coal.  The  Cumberland  Coal 
and  iron  Company,  with  a  view  to  the  enlargement 
<Jl  their  trade,  are  investing  $100,000  in  barges 
and  propellers  to  ply  regularly  between  this  city 
and  New  York. 

The  Parker  Vein  Companv,  it  is  understood,  are 
also  constructing  ten  steamers,  with  a  view  toiacil- 
uaie  the  transportation  of  their  coal,  to  the  North - 
^T,.*5  .  f '  n°  "^a'l'c's-  The  applications  sub- 
mitted to  the  Board,  are  believed  to  be  from  parties 


who  are  reliable,  and  who  express  their  willingness 
to  enter  into  security  lor  the  constant  employment 
of  the  power  which  may  be  placed  at  their  disposal. 

The   first  thing  to  be  done,  will  be  to  order  a  se 
cond  track  for  much  of  the  distance  between  this 
and  the  coal  fields.    This  is  to  be  disposed  of  by  the 
board  before  they  begin  to  talk  of  supplying  the 
wants  of  the  trade. 

If  the  trade  exists,  it  is  our  duty  to  provide  for  it. 
We  should  be  blind  to  our  interest,  to  disregard  the 
applications  that  are  now  pressing  so  earnestly 
upon  us. 

The  total  outlay  lo  accommodate  a  trade  of  600,- 
000  tons  inclusive  of  what  we  now  have,  would  not, 
it  is  believed,  exceed  .%•  1 ,500,000,  that  is  lo  say,  lor 
second  irark,  cars  and  machinery,  in  addition  to 
your  present  stock. 

The  whole  interest  upon  this  outlay  would  be 
S90,000,  and  your  gross  receipts  from  coal  alone 
would  be  increased  to  say  $1,000,000  perannum. 

If  on  a  gross  revenue  of  last  year  of  $1,325,563, 
the  stock  stood  within  a  fraction  of  its  par  value 
and  the  bonds  above  par.  it  is  believed  that  the  iron 
for  a  second  track  could  be  negotiated  for  in  bonds 
of  the  Company  at  the  present  market  prices.  The 
possession  of  such  a  trade  must  add  to  the  credit  of 
the  company  and  their  ability  to  procure  the  ne- 
cessary means. 

The  following  is  the  view  taken  by  Mr.  Swann 
of  the  proper  course  to  be  pursued  by  the  company. 

Assuming  the  first  of  April  as  the  day  on  which 
the  road  will  be  in  the  fullest  operation,  I  would  re- 
spectfully suggest  that  the  action  of  the  board,  under 
the  resolution  of  the  5th  of  October,  1847,  authori- 
zing the  appropriation  of  the  nej  earnings  ol  the 
road  towaids  its  construction,  be  rescinded  after 
that  day,  and  that  a  dividend  ot  the  earnings  from 
the  1st  ot  October  to  the  1st  of  April  be  calculated 
in  stock  as  usual  with  the  understanding  that  all 
future  earnings  from  that  time  will  be  divided  in 
cash. 

With  a  view  to  the  gradual  liquidation  of  the 
funded  debt  of  the  Company,  I  would  suggest  lur- 
ther,  that  whenever  the  net  revenue  shall  exceed  7 
per  cent.,  a  sinking  fund  of  one  and  a  half  per 
cent.,  provided  the  excess  shall  admit  of  it,  be  re- 
served to  meet  the  obligations  of  the  company  as 
they  mature. 

If  this  road  succeeds,  as  we  have  reason  to  hope 
it  will  do,  the  coal  trade  alone  may  soon  be  increa- 
sed to  a  million  tons  perannum,  and  the  general 
trade  in  western  produce  may  require  large  addi- 
tional expenditures  for  both  power  and  second 
track. 

Ot  the  amount  of  debt  which  has  been  enumer- 
ated, a  very  large  proportion,  that  is  to  say  $3,200,- 
000,  is  a  perpetual  loan  to  the  company,  and  may 
be  treated  as  a  preferred  stock,  paying  a  regular  in- 
terest to  the  State,  at  a  rate  not  exceeding  6  per 
cent. 

The  residue  will  comprise  the  various  classes  of 
bonds,  applicable  to  construction,  viz : 

$1,000,000  Bonds  payable  in  1867. 

566,666  Bonds  payable  in  1,  2.  3,  4  and  5  years 
from  January,  1855. 
1,128,500  Bonds  pavable  in  1875. 
700,000  Bonds  payable  in  1880. 
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$3,395,166 

The  whole  amount  of  these  various  issues  is 
less  than  the  first  mortgage  of  the  Erie  road 

The  balance  now  to  be  added,  in  order  to  meet 
the  increased  cost  to  bring  the  road  into  use,  is 
$600,000. 

If  in  funding  this  balance,  we  include  in  the 
same  issue  $1,500,000  lor  second  track  and  addi- 
tional cars  and  engines  for  coal  trade,  we  have  a 
total  of  $8,695,166,— to  which  is  to  be  added,  say 
$1,000,000  for  cars  and  machinery  previously  or- 
dered for  the  general  trade. 

The  total  debt  of  the  companv  would  then  be, 
say  $9,695,166,  and  the  annual  interest  about  $600,- 
000,  or  $50,000  more  than  was  estimated  in  the  an- 
nual report. 

Against  this,  on  the  other  hand,  the  company 
would  have  a  road  380  miles  in  length  from  Balti- 
more to  Wheeling,   which,  with  the  Washington 


a  gross  revenue  ot  $1,674,225  42,  the  main  stem 
being  in  successful  operation  only  as  far  as  Cum- 
berland, 179  miles.  To  what  extent  this  great  re- 
venue is  to  be  increased  by  a  ci^mplete  connexion 
with  the  Ohio  river,  is  lett  to  tliose  who  may  un- 
derstand as  well  as  I  do,  the  respurcei  of  that  pro- 
ductive region,  to  which  our  attpntion  has  been  so 
long  directed,  and  which  furnished  the  paramount, 
for  the  commencement  of  so  stjupendous  a  work. 
The  power  which  has  been  heretjotore  provided  for, 
upon  a  call  of  the  General  Supei-intendent,  will  be 
competent,  upon  his  calculationJ  toyielda  revenue 
of  $4,000,000  upon  the  basis  o^  the  tariff,  which 
has  been  adopted  by  the  compainy  ;  and  the  addi- 
tion now  called  lor  to  accommodate  the  coal  trade, 
will  greatly  increase  this  estimale.  The  company 
may  well  be  content  with  far  less  flattering  results 
than  are  here  indicated ;  but  the^  would  not  have 
been  justified  in  cramping  their 
natrower  limits  in  view  of  the 
this  road  must  offer  tothe  West 
ley  of  the  Mississippi. 

The  million  loan  of  the  W 
which  I  have  not  included  in 
will  be  due  on  the  Istol  Januar 
Amount  outstanding  is  now  reduced  to  $756,340  97. 
against  this  debt  the  company  owns  in  that 
Branch  10,168  shares  of  its  Cajpital  Stock.  The 
policy  of  the  company  has  been  [heretofore,  to  ap- 
propriate, besides  the  interest  upon  the  Sinking 
Fund,  which  now  amounts  to  $(243,659  03.  $20,- 
000  per  annum,  which  in  the  i:ourse  ol  fourteen 
years,  if  persevered  in,  would  ckncel  the  entire  inr 
debteduess  of  the  company  on  this  acconnt. 

The  stock  has  been  sold,  within  a  short  time 
111  per  cent,  in  this  fiiarket. 

It  seems  to  me  advisable  that  the  company  should 
endeavor  to  make  some   arrangement   by   which 
they  would  be  able  to  leave  this 
cured,  to  the  gradual  operatic: 
Fund. 

With  a  view  to  such  arrange 
mended  that  the  Committee  on 
ized  to  extend  the  time,  to  such 
deem  advisable,  say  lor  a  term 
during   which   the  operation  of  the  Sinking  Fund 
above  mentioned  will  have  extinguished  the  entire 
debt.  j  i 

The  advantage  to  the  compaiy  of  such  an  ari 
rangement  would  be,  that  it  woiild  effectually  proh 
vide  for  the  whole  indebtedness  on  account  ot  iht 
Washington  Branch,  within  a  period  of  fourteen 
years;  and  leave  the  company,  at  the  expiration  ot 
that  time,  with  the  means'of  liquidating  at  least  a 
million  more  of  its  funded  debt. 

If  we  deduct  the  $3,200,00<)  Sterling  Bonds 
which  I  have  treated  as  a  prefertpd  stock,  from  tbf 
aggregate  of  the  company  s  indebtedness,  say  $9,f- 
695,166,  we  should  have  $6,495,166  only  to  be  proi- 
vided  for,  payable  mostly  at  long  dates;  and  in 
fourteen  years  the  stock  in  the  WashfagtonB.anch 
being  released,  by  the  operatidn  of  the  Sinking; 
Fund,  would  virtually  reduce  this  amount  to  $5,- 
495,166,  1  I 

Having  marshaled  the  obligations,,  of  th<  com*- 
ipany  in  the  manner  proposed,  i^y  purpose  would 
be  to  provide  some  system  of  gradual  liquidation, 
as  before  stated,  by  a  moderate  ajinking  fund,  to  be 
retained  out  of  the  excess  of  net  learnings  over  and 
above  seven  per  cent.  This  woijld  be  necessary  to 
assure  the  stockholders  of  the  ^tinguishment  ot' 
the  debt  which  now  limits  thei 
than  the  net  earnings  of  the 
mount  subtracted  for  the  payme: 

The  first  thing  to  be  cared 
this  be  protected  by  a  judicious 
the  stockholders  may  calculate  Ion  dividends;  but 
without  timely  precaution  and  liberality  in  this 
branch  of  the  service  it  would  be  useless  to  indulge 
in  speculation  upon  any  thing  lik ;  uniformity  in  the 
Ket  earnings.  The  cost  of  keeping  a  road  in  pro- 
per condition  is  to  be  estimated  by  an  average  of 
years;  and  to  divide  your  whole  net  earnings, 
without  reference  to  the  contingencies  to  which  all 
roads  are  subject,  and  without  pijovision  for  them, 
would  be  as  unwise  as  it  would  be  unjust  to  the 
stockhclders. 

No  board  have  a  right  to  make  a  dividend  unless 
they  have  fairly  earn^  it ;  and  if  the  operations  ol 
the  year  show  a  deterioration  iq  the  character  of 
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worse  without  an  exiraordinary  expenditure,  u  Is 
evident  that  no  dividend  is  earned  until  this  is  pro- 
vided for.  To  guard  against  contingencies  I  would 
further  reronanuecd,  as  the  settled  policy  of  the 
company,  the  appropriation  of  a  »mnll  amount  an- 
nually fur  the  purpose  ul  keeping  the  road  always 
in  the  best  condiiiun. 

Ater  a  lull  discussion  of  the  whole  subject,  the 
board    unanimously  passed  the   following   resolu 
tions,  looking  to  a  somewhat  larger  provision  than 
thai  contemplated  by  the  President: 

Resolved,  That  it  is  expedient  lo  lay  down,  with- 
out delay,  -uch  extent  ot  ^ecolld  track,  as  may  be 
necessary  to  give  full  accommodation  to  the  tiade 
of  this  road — to  be  finally  dtciiled  upon  by  the 
Committee  en  Con^irojiion  and  Repairs. 

Resolved,  Th.it  ir>>'  Cominiitee  on  Finance  be 
instructed  to  carry  oitt  the  views  presented  in  the 
remarks  of  the  i'lesiaent,  in  such  manner  as  they 
may  deem  most  ativisable  for  the  interest  of  ihr 
company,  by  an  is.sue  of  bonds  not  exceeding  $iJ,- 
500,000,  to  fund  ihe  halaticf  necessary  lo  close  the 
account  of  consiniction  aiid  U)  provide  for  layinc 
down  a  second  track  at  such  jioinis  as  in  the  judg- 
ment of  the  Gen<  ral  bJpeiintendent,  with  the  ad- 
Tice  of  the  Cotnmiliee  on  Consiiuction,  it  may  be 
deemed  advisable;  and  to  supply  the  power  neces- 
sary to  accommoOaie  the  Coal  trade. 


Statistics  of  New  York. 

The  Message  ot  Gov.  Seymour  contains  a  vari- 
ety of  useful  statistical  information  connected  with 
the  public  interests  of  the  State.  The  following 
statement  is  derived  from  the  Report  of  the  Com- 
missioners of  Emigration. 
The  whole  number  of  aliens  who  arrived 
at  the  port  of  JNew  York,  since  May  5, 

1847 1,336,900 

Number  arrived  during  last  year  up  to 

December  I5ih '. 295,272 

The  number  of  banks,  banking  associations  and 
individual  bankers  doing  business  in  this  State  on 
the  first  days  of  December,  1851  and  1852,  were  as 
loUows: 

1851.  1852. 

Chartered  banks 72  70 

Banking  associations..  .95  118 

Individual  bankers 77  89 

244  277 

The  bills  issued  by  the  banking  department  to 
the  free  banks  amount  to  819,159,056,  being  an  ad- 
dition to  the  amount  held  by  them  on  the  1st  De- 
cember, 1851,  ot  $3,488,052,  and  an  increase  of  S7,- 
978  381,  within  three  years.  The  free  banks  have 
■within  the  same  time,  about  doubled  in  number. 

The  actual  circulation  of  all  the  banks,  as  shown 
by  their  quarterly  reports,  in  September,  1851    a- 

mounted  to S27  254,458 

1st  Decemb-r,  1852,  to 38,790,985 

On  the  subject  ot  railroads,  the  Governor  states : 
Twentv-seven  corporations  only  have  made  re- 
turns.    Three  other  corporations,  which  made  re- 
turns last  year,  have  not  yet  filea  the  annual  re- 
ports required  by  law. 

There  have  been  filed  in  the  office  of  the  Secre- 
tary of  State,  articles  of  association  Irir  41  addi- 
tional railroad  corporations.  Several  of  these  roads 
are  known  to  have  been  completed,  and  opon 
others  large  expenditures  have  been  made.  The 
irailroad  corporations  are  by  law  requirtd  to  file 
their  annual  leporis  with  ih*»  State  Engineer  by  the 
1st  day  of  December.  None  of  them  have  com- 
plied with  this  provision,  and  the  late  date  at  which 
many  of  them  were  ^enl  in,  delays  the  State  Engi- 
neer, and  prevents  him  from  complying  with  sec- 
Ition  103  ot  the  general  railroad  law,  which  re- 
quires him  to  arrange  the  inlormation  in  a  tabula) 
lorm  and  lo  report  to  the  legislature  on  the  first  of 
its  seftiiiou. 
The  number  of  miles  in  use  on  the  27  roads 

I    reported  is 1,797 

And  adding  ibe  lengths  of  three  roads  not  re- 
ported, as  given  last  year,  makes •3,027 

This  is  an  increase  in  the  oumbtr  of  miles  in 
use,  over  the  number  reported  la«t  year,  of.  297 


The  total  cost  ot  the  27  roads  reported  up  lo  30tb 
September,  1852,  is  882  812,160  63. 

The  total  expenditure  on  all  of  the  roads  con- 
sicncted  and  commenced  in  ihis  State,  is  probably 
about  one  hundred  millions  ot  dollars. 

The  number  of  passengers  carried  in  cars  on  21 
roads  reported,  is  7,061,909;  and  the  number  ol 
miles  travelled  by  the  passenger  is  332,847,6tJ7. — 
The  increase  on  18  roads,  over  the  preceding  year, 
was,  of  passengers.  1,487,087,  and  ol  miles  travel 
led,  92,858,860.  The  numiier  of  tons  of  Ireighi 
carried  over  21  roads  reported,  is  2,060,379.  The 
increase  over  the  preceding  year  on  17  of  these 
roads,  is  821,101  tons.  '  • 

The  number  of  persons  injured  in  life  or  limb  on 
26  roads  reported  is  256;  ol  whom  were  killed  158. 
The  increase  over  the  prereding  year,  on  25  ol 
these  roads,  is,  of  persons  killed,  59,  injured,  44. 

These  railroads  traverse  almost  eveiy  county  in 
the  Slate.  There  are  no  sections  of  lis  territory 
which  have  not  now  cheap  and  convenient  aven- 
ues to  inaiket,  by  means  ol  lakes,  rivers,  canals 
and  railroads.  The  recent  extension  ot  the  last 
named  improvement,  will  rapidly  increase  the 
weaiih  an    population  of  ihe  State. 

Iq  referenie  to  the  Slate  canals,  the  Governor, 
while  avowing  his  opinion  to  be  in  favor  of  their 
enlargement,  proposes  to  efl'ect  it  by  an  application 
of  the  annual  surplus  tolls  to  this  object. 

Before  the  year  1635,  the  State  of  New  York  had 
built  656  miles  of  canal,  connecting  the  Hudson 
river  with  the  Erie,  Ontario,  Cayuga,  Seneca  and 
Crooked  litkes;  and  with  the  valleys  of  the  Che- 
mung and  Susquehanna  rivers.  This  great  system 
ot  internal  improvement  cost  only  811,652,652  96 
Its  first  and  greatest  enterprise,  the  Erie  canal,  was 
commenced  in  1817.  It  traversed  a  vast  extent  ol 
dense  forests  and  pestilential  swamps.  Grent  num- 
bers of  laborers  were  disabled  or  destroyed  by  the 
diseases  incident  to  uncultivated  low  grounds;  the 
contractors,  without  the  facilities  now  enjoyed,  in 
many  instances  without  the  convenience  afforded 
by  common  roads,  were  obliged  to  overcome  the 
numerous  obstacles  with  which  they  had  to  con- 
tend, unaided  by  experience.  Yet  this  great  work, 
364  miles  in  length,  connecting  Lake  Erie  with  the 
Hudson  river,  cost  only  87,143,789  86. 

Subsequent  to  1835,  there  has  been  expended  on 
the  canals  825,215,000,  besides  89.477,000  paid  for 
interest. 

Alter  reviewing  the  law  of  1851,  proposing  to 
raise  nine  millions  of  dollars  for  the  completion  ol 
these  works,  and  expressing  his  conviction  of  the 
impolicy  of  borrowing  money  generally  for  this 
purpose,  Gov.  Seymour  goes  on  to  say  , 

The  honor  and  interest  of  the  State  of  New  York 
require  the  completicn  ot  the  Erie  canal  enlarge- 
ment, and  the  Genesee  Valley  and  Black  River  ca- 
nals. These  enterprises  have  lost  none  of  their  im- 
portance. Their  completion  is  demanded  as  soon 
as  is  consistent  with  a  judicious  and  economical 
application  of  money.  The  amount  needed  to  fin- 
ish the  Black  River  canal  and  improvement,  is 
8248,784;  to  complete  13  miles  of  Genesee  Valley 
canal  is  8389,000.  Upon  the  Erie  canal,  the  locks, 
aqueducts  and  other  structures,  which  determine 
the  tuture  size  ot  the  enlargement,  are  mostly  com- 
pleted. The  work  which  remains  to  be  done  is 
princ^ally  the  adaptation  of  the  channel  work  to 
the  size  ol  these  structures. 

The  Canal  Board  have  directed  that  the  old  locks 
between  Port  Byron  and  Rochester  shall  be  length- 
ened anu  widened,  and  contracts  have  been  made 
to  have  the  work  done  during  the  suspension  of  na- 
vigation, so  that  they  may  be  brought  into  use  by 
the  1st  of  June.  When  this  is  accomplished,  a 
boat  of  the  dimensions  adapted  lo  the  enlarged  ca- 
nal, can  go  from  Lake  Erie  to  the  Hudson  river. 
When  the  new  locks  upi^n  the  0^wego  canal  are 
finished,  the  same  class  of  boais  can  also  be  used 
upon  that  route.  The  mistaken  impression  pre- 
vails, that  the  work  which  has  been  done  upon  the 
eulargtment  is  useless  until  the  entire  enterprise 
is  completed,  and  this  is  frequently  urged  as  a  rea- 
son for  making  a  debt  to  complete  it  at  once.  This 
is  not  so.  The  improvements  already  made  have 
doubled  the  capacity  of  the  canal.  When  it  was 
first  built,  the  boats  used  upon  it  carried,  on  an  av- 
erage, less  ib&Q  40  tons. 


The  ar.  tonnage  of  boats  built  in  1844  was  64  tons. 
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The  application  of  surplus  revenue?,  and  some 
small  appropiiations  made  before  the  adoption  of 
(he  Constitution,  have  increased  the  capacity  ot 
the  canal  nearly  one-halt  since  1844;  and  when 
ihe  locks  are  lengthened  next  spring,  iicau  be  nav- 
igated through  Its  entire  length  by  boats  ol  the 
largest  contemplated  size,  carrying  120  tons.  Boats 
of  this  size  are  now  used  between  Rome  and  Alba- 
ny, and  between  Buffalo  and  Rochester.  It  ap- 
pears from  examinations  made  by  the  State  Elngi- 
neer,  that  wi:h  an  expenditure  of  about  8400,000  in 
addition  to  the  woik  under  contract,  the  water  can 
be  deepened  so  that  the  new  boats  can  carry  150 
tons,  or  four  times  the  original  tonnage.  Only 
8200,000  of  this  amount  will  be  expended  lor  pur- 
poses that  are  temporary,  or  that  will  not  advance 
the  enlargement.  The  work  under  contiact  for  en- 
larging the  locks,  will  uiuke  this  improvement  of 
ihe  channel  way  indispensable.  Without  it,  the 
wedging  of  boats  will  prove  a  serious  diHiculty. 

If  one  million  of  dollars  can  be  expended  annu- 
ally upon  the  unfinished  public  works,  the  lateral 
canals  will  soon  be  finished,  the  enlargement  con- 
stantly improved  from  year  to  year,  and  the  boats 
hereafter  built  can  soon  carry  their  lull  loads  of 
240  tons. 

To  meet  this  annual  expenditure  of  one  million 
dollars,  it  is  supposed  that  it  will  require  8500,000 
lo  be  raised  from  other  sources  besides  the  surplus 
tolls. 

The  total  number  of  boats  navigating  the  canals 
of  the  State  is  estimated  at  4,000,  and  their  value 
at  about  83,000,000. 

The  report  of  the  Comptroller  of  the  State  shows 
that  the  charges  on  the  General  Fund  exceeds  its 
revenue  for  the  year  ending  30lh  September,  1852. 
Amounts  drawn,  etc.,  on  the  liea8ury.81,34l,821  16 
Amount  of  receipts,  etc 1,153,477  63 

Deficiency 188,343  53 

The  State  debt  is  as  follows : 
Amount  of  the  General  Fund  debt..  86,389,693  32 

Amount  of  the  Canal  debt 15,501,109  16 

Canal  revenue  certificates  under  law 

of  1851 1,500,000  00 

Contingent  State  debt 933  036  16 


Total  debt  of  the  State,  absolute  and 


( 


contingent,   including  the  Canal         V 
Revenue   certificates,    which    are  I. 

not  regarded  as  a  part  of  the  actu- 
aldebt  of  the  State 24,323,838  64 

The  estimated  revenue  applicable  to  ordinary  ex- 
penses for  the  current  year  is 8789,840  00 

The  estimated  expenditures 811,835  10 

The  following  table  shows  the  debt  authorised 
and  contracted  since  the  adoption  ol  the  Constitu- 
tion : 

1848,  chap.  216,  for  completion  of  pub- 
lic works $489,319  34 

1819,  chap.  225,  for  completion  of  pub- 
lic works 385  000  00 

1849,  chap.  232,  for  canal  damages... .  200.000  00 

1849,  chap.  228,  for  canal  repairs 50,000  00 

1849,  chap.  200,  for  purchase  ot  Albany 

Basin 192,643  98 

1851,  chap.  501,  to  enlarge  Oswego  ca- 
nal and  locks 200,000  00 


Actual  debt  contracted 1,5 1 7,433  32 

Authority  under  chapter  501  above,  to 
borrow 200,000  00 


Debt  contracted  and  authorised 1,717,433  32 

The  loUowing  table  exhibits  the  debt  and  expen- 
ditures on  the  canals,  from  the  books  of  the  Canal 
Depariment : 
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CANAL,     DEBT. 

Erie  canal  enlargement $8,127  386  94 

Oswejfo  canal  enUrgement 200,000  00 

Chemung  canal 193  45'2  34 

Chenango  canal •3I,3<)2  00 

Black  River  canal 408011  35 

Genesee  Valley  canal -3,084  6-23  3b 

Oneida  river  improvenaent 59,843  50 

To  provide  for  opeciencies  under  art. 
7  of  tbe  ConstituiioD 3,153,844  10 


Amount  of  the  canal  debt  chargeable 

upon  the  Sinkine  fund  created  by 

^  1  art.  7  of  the  Constitution $15,258,523  67 

To  provide  for  extraordinary  repairs, 

chap.  370  ^  2,  Laws  of  1849 50,000  00 

To  Albany  basin,  chap.  200,  ^  3,  laws 

of  1849 192  585  49 


Total  amount  of  canal  debt  Sept.  30, 

1852 815,501,109  00 

Canal    revenue     certifi- 
cates, 6s,  1861 $1,COO,000 

Canal  rev.  certificates,  63, 

1866 500,000 

SI, 500  000  00 


Total  of  canal  debt  and  revenue  cer- 
tificates  $17,001,109  10 

REVENUES    AND  EXPENDITUHES  OF  THE  FISCAL  TEAR. 

Statement  of  the  revenues  of  the  State  canals,  ami 
the  expenses  of  collectioo,  superintendence  and  or- 
dinary repairs  during  the  fiscal  year  ending  30th 
September,  1852.  (Art.  7,  (>  1,  of  the  Consliiuiion,) 
by  tbe  Auditor  of  the  canal  department. 

Receipts.  ' 

Tolls  from  canals $3  116.32123 

Tolls  from  railroads..         56,90126 


Rent  of  surplus  water 

Interest  on  current  canal  revenue,  etc 


$3,173,222  49 
1,635  00 

4,-288  29 


$3,179,145  78 


Payments. 

For  repairs  on  canals,  viz: 

To  superintendents  of  re- 
pairs ....$809,457  99 

To  canal  com- 
missioners. 126, 132  83 

$935,584  82 

For  expenses  of  collection  of  tolls,  etc. 

By  colleciors 
of  tolls....  $62,467  38 

By     Weigh- 
masiers...      7,076  93 

$69  544  31  • 

For  tolls  refunded 12,3(K)  93 

For  printing 8,973  32 

For  salary  ot  Auditor  and 
clerks  o(  the  canal  de- 
partment        7,066  51 

For  .jiscelianeuus  pay- 
ments      15,576  03 


-$1,049,045  92 


"Surplus  revenue." $2,130,099  86 

Amount  stt  apart  by  article  7,  of  the 

Constiiuiion,  to  pay   the  interest      '    . 

and  redeem  the   principal  of  the 

State  debt,  and  for  the  support  ot 

Government,  viz:  ,-,     .       ,. 

For  that  part  of  the  debt 

called  the  canal  debt, 

(^  I  ) 81,300,00000 

Fo.-  thai  part  of  the  debt 

called     the    general 

fund  debt,  (^2.) 330,000  00 

For  thegenertl  lund.to    ; 

pay  the  necessary  ex- 
penses of  government, 

(M) 200,000  00 

$  1 ,850,000  00 


The  "  remainder  of  the  revenues"  of 
the  fiMCJ»l  year,  applicable  to  the 
completion  of  the  Erie  canal  en-  * 

largement,  Black  River  and  Gene- 
see  VaUey  canaU...,, $380,099  86 
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LIMITING    LIABILITY. 

An  important  decision  upon  the  limitation  ofthe 
responsibility  by  contract  of  common  carriers,  was 
lately  given  in  the  English  Court  of  Common 
Pleas,  Easier  Term.  It  was  an  action  upon  the 
case,  in  which  ihe  declaration  alleged  that  ihe  de- 
fendants were  proprietors  of  certain  railways,  and 
possc^sed  of  certain  carriages  for  the  conveyance 
of  horses,  etc.  Tbe  declaration  then  alleged  that 
the  defendants  received  of  the  plaintiflTdivers  hors- 
es to  be  conveyed  upon  iheir  road  according  to  the 
known  course  of  trade,  ejcept  so  far  as  the  same 
was  alteri^d  by  certain  (arms  expressed  in  a  ticket 
prepared  by  the  defendants  and  delivered  to  the 
plaintiff,  in  which  it  was  stated  that  "the  plaintiff 
•hould  bear  all  risks  of  injury  by  conveyance  and 
othei  contingencies;  and  that  the  plaintiff  was  to 
see  to  the  efficiency  of  the  carriages,  and  that  Ihe 
defendants  were  not  to  be  responsible  for  any  dam- 
ages however  caused."  The  declaration  further  al 
leged  that  by  the  gross  negligence  of  the  defendan's 
in  not  greasing  the  axles,  the  car  look  fire,  where- 
by the  horses  were  ii.jure<l,  to  the  damage  of  tbe 
plaintiff,  etc.  The  jury  upon  the  facts  proved  ren- 
dered a  verdict  to  the  plaintiff  for  X60,  whereupon 
the  defendants  moved  for  ju  'gmeil  upon  points  «'f 
law.  Croswell,  Justice,  delivered  the  opinion  ol 
the  court,  staling  that  a',  one  time  the  disposition  in 
the  English  courts  was  to  hold  that  common  car- 
riers could  not  by  their  notice  shake  off  the  respon- 
sibilities cast  upon  them  by  tbe  common  law.  His 
Lordship  then  cites  American  authority  (Slory  on 
Bailment)  to  show  that  the  opinion  had  been  over- 
ruled, and  the  opposite  fully  recognized  and  settled 
beyond  any  reasonable  doubt  in  England.  The 
rule  to  arrest  the  judgment  was  made  absolute. 

VALUE  OF    LIKE. 

To  ascertain  and  estimate  the  value  of  lives  in 
cases  of  ihe  victims  of  accidents  by  railway  and 
the  li'{e,  is  one  of  those  duties  which  especially  de- 
mand ihe  exercise  of  sound  discriffinaiion  on  the 
part  of  juries.  If  verdicts  are  too  lenient,  the  neg- 
ligence of  engineers  is  unchecked  ;  if  they  are  too 
severe  there  will  be  a  reaction  which  will  afford 
impunity  to  the  guilty. 

The  case  nf  Keats  and  others,  vs.  the  London 
Brighton  and  South  Coast  Railway  Co.,  lately 
brought  in  the  English  Common  Pleas,  in  order  to 
recover  damages  in  consequence  of  the  loss  i  f  a 
life,  shows  that  in  matters  of  this  kind  it  must  be 
often  necessary  to  consult  men  of  surgical  science, 
and  its  featnres  are  otherwise  peculiar. 

The  deceased,  in  the  above  mentioned  case,  was 
a  tailor  doing  a  cousiUerable  business  at  Porlsea. 
He  came  up  to  London  in  March,  1851,  to  see  a 
Miss  Richards,  to  whom  he  was  engaged  to  be  mar- 
ried, to  consult  Dr.  EUiotsoa  concerning  spitting  ot 
blood  wiib  which  the  deceased  had  lately  been 
troubled,  and  also  to  buy  goods.  Having  accom- 
plished his  business  be  proceeded  borne  by  tbe  de- 
fendaui's  railway. 

On  crossing  the  bridge  over  the  Avon,  tbe  engi- 
neer, regardless  of  signals,  drove  the  train  into  a 
luggage  car  coming  in  a  contrary  direction,  and 
upset  the  carriage  in  which  deceased  was  riding, 
down  a  bank.  The  fireman  was  killed,  and  the  en- 
gineer twice  attempted  to  commit  suicide  after  the 
accident  happenad. 

The  deceased  was  bruised  on  the  right  temple, — 
lost  his  eyesight, — and  was  also  injured  on  the 
right  side  and  between  the  lower  left  rib  and  the 
thigh.  He  was  taken  home,  where  he  died  in  a 
foitnight,  leaving  f 'ur  children  of  the  ages  of  U, 
eight,  five  and  three.  He  had  been  a  widower  a- 
bout  two  years  anU  was  37  years  of  age. 

Miss  Richards  was  produced  as  a  witness,  and 
in  order  to  guide  the  jury  in  forming  judgment  as 
to  tbe  bealib  and  constitution  of  thefleceased  as  in 
dicated  by  bi«  appearance,  sbe  wa«  permitted  by 


ihe  court,  alter  strenuous  opbosiiion,  to  exhibit  bis 
portrait.  It  turned  out,  on  cross  examination,  that 
before  the  accident,  the  deceased  had  been  troabled 
with  spilling  of  bioo«l,  and  ia  October  1850,  bad  an 
attack  of  apoplexy.  Dr.  Enrledine,  of  Portsmouth, 
his  regular  medical  atlendaiit  was  rot  called  by 
the  plaintifi  as  a  witness,  because  Dr.  E.  had  been 
employed  by  defeDdanl.s  to  attend  upon  the  dcteas- 
ed  afier  the  accident,  and  wjjs  somewhat  suspected 
as  being  in  their  interest. 

Dr.  Elliotson  testified  that!  but  for  the  accident, 
the  deceased  might  have  lived  many  years,  and 
read  a  letter  concerning  bisl  health  addressed  by 
himself  (Elliotson)  to  Engledine  on  the  day  before 
the  accident.  Thfe  purport  ot  the  letter  was  a«  lol- 
lows: 

"  I  can  discover  nothing  wrong  in  the  state  of 
Mr  G's  lungs,  but  his  heart  beats  violent- 
ly, it  may  be  in  the  first  sta  jesof  enlargement,  or 
this  symptom  may  arise  froa  excitation.  Tbe  ex- 
cessive  action  is  best  felt  by  applying  tbe  stetho- 
scope an  inch  or  two  to  tbe  ri  ;ht  oi  ihe  left  nipple. 
There  is  also  a  faint  grating  lound  in  tbe  situation 
ofthe  valves  of  the  lelt  ventricle  of  ihe^eart,  and 
as  1  delected  it  nowhere  else  I  iear  that  it  is  connect- 
ed with  those  valves.  It  is  h  -ard  best  when  he  has 
madealon«  inspiraiion  and  dders  expiration.  The 
hacmmorhage  began  at  that  moment.  Perhaps,  by 
abstinence  from  distilled  and  fermented  fluids  and 
coffee,  and  from  exertion  of  tie  voice  and  muscles, 
he  may  get  right  in  time.  Abstinence  from  animal 
food  would  also  aid  him  man  rialiy.  I  rarely  eat 
meat  now,  ami  like  many  1  kiow  loovery  well.  I 
should  think  treatment  shouli  consist  in  avoiding; 
all  causes  of  congestion  and  excitement.  If  some 
of  the  valves  are  organically  injured  they  may  go 
on  from  bad  to  worse. 

Mr.  Garrington  testified  as  the  result  of  the  post- 
mortem examination,  that  th?re  was  some  recent 
congestion  of  the  lungs,  apopli  ctic  symptoms  in  the 
brain,  enlargement  of  the  hea  't  in  size  and  weight, 
and  infiammaiion  of  pericar(  sum.  The  cause  of 
the  death  was  most  likely  thel railway  accident. 

Mr.  Adams,  Surgeon  of  lie  London  Hospital, 
testified  that  the  ailments  of  ihe  deceased  did  not, 
in  his  opinion,  occasion  the  death,  nor  preclude  the 
idea  of  his  life  beifkg  protractfd  for  many  year*.— 
In  insuring  hi.s  life  he  might  iemand  an  enhanced 
premium. 

Dr.  Billings,  author  of  a  work  on  the  heart,  gave 
similar  tesiimony.  I  |  I 

The  value  of  the  deceased's  business  was  X800a 
year. 

The  Lord  Chief  Justice  chirged  the  jury,  that 
they  must  under  the  aciof  Pailiament,  by  authori- 
ty ui  which  the  action  was  brought,  render  no  dam- 
ages by  way  of  a  solace  to  the  wounded  feelings  of 
the  children  of  the  deceased,  bit  simply  as  a  pecu- 
niary recompense  for  the  loss  of  bis  care  and  pro- 
tection. They  must  consider  'I'hat  was  the  income 
of  the  deceased,  how  long  be  was  likely  to  enjoy  it, 
and  what  were  tbe  damages  sustained  by  the  chil- 
dren severally. 

The  Counsel  agreed  todividit  the  damages  equal- 
ly among  ibe  4  children. 

The  jury  rendered  a  verdict 
je2,ooo. 

The  case  of  Charlotte  WiUiims  ezecutrix  vs.  tie 
A'cic  York  and  Harlem  railrtad  company,  lately 
tried  before  Judge  Oakley  in  our  Superior  Court, 
is  somewhat  analogous  to  the  i:ase  above  cited.  | 

Theie  was  much  coniroversj  as  to  the  speed  with" 
which  the  delcnuants  were  going.  The  Counsel 
having  summed  up,  ibe  Chief  Justice  chargeil  the 
Jury,  citing  me  law  of  the  State,  and  iheoniiuaiioes 
of  the  city,  which  prohibit  a(l  vehicles,  whether 
railroad  or  other  carriages  trot*  going  at  a  greater 
speed  than  5  miles  an  hour,  ami  10  turn  the  corner 
«t  a  walk ;  a  provision,  said  nis  Uonor,  which  la 


for  the  plaintiff,  lor 
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to  all  practical  purposes,  such  a  dead  letter  in  the 
city,  that  it  miglit  as  well  be  a  blank  piece  of  paper ; 
and  yet  it  is  a  truth,  which  our  every  day  expert 
ence  verifies,  that  all  the  accidents  arise  irom 
inattention  to  the  law.  This  man  unquestionably, 
lost  his  life,  and  his  widow  brings  her  action,  and 
she  is  entitled  to  recover  exactly  in  the  same  way 
as  Williams  would  have  been  if  he  had  lived,  only 
that  she  is  limited  to  a  recovery  not  exceeding  S5,- 
000.  If  the  agents  ot  the  defendants  are  guilty  of 
negligence  or  want  of  care,  they  are  liable,  unless 
it  shall  appear  that  Williams  contributed  to  his  in- 
juries by  his  own  want  of  care.  A  passenger  in  the 
street  must  not  be  negligent  of  his  own  safety ;  it 
he  does,  he  cannot  turn  round  and  charge  another 
with  causin*  his  injuries.  If  both  are  io  fault,  nei- 
ther can  recover.  If  a  carriage  or  car  goes  at  a 
greater  speed  than  is  allowed  by  law,  that  is  an 
abuse  on  their  part,  but  it  does  not  exonerate  others 
from  taking  care  to  avoid  danger.  A  railroad  ac- 
quires no  special  right  to  the  use  of  the  street  by 
laying  its  rails  therein,  they  must  use  the  streett 
like  all  other  citizens.  Neither  is  it  strictly  right 
to  say  that  any  citizen  has  the  same  right  as  the 
railroad  company  to  the  use  of  the  street.  A  citi- 
zen may  get  his  carriage  on  the  track  and  stop  the 
way  of  the  railroad  car  altogether  because  the  rail- 
road car  cannot  turn  out  as  any  other  carriage,  bat 
must  keep  in  one  continued  line.  The  only  ques- 
tion is,  whether  the  deceased  acted  with  prudence, 
and  the  Court  does  not  think  that  his  having  cross- 
ed the  railroad  track  should  defeat  the  right  of  the 
ElaiDtiflTto  recover.  With  respect  to  the  damages 
is  Honor  said  the  Jury  must  observe  that  the  law 
gave  these  damages  solely  as  a  pecuniary  compen- 
sation to  the  widow  and  children  of  the  deceased. 
The  money  could  not  be  taken  to  pay  the  man's 
debts.  As  to  the  amount,  that  was  for  the  Jury. — 
There  were  cases,  undoubtedly,  where  the  pecuni- 
ary loss  might  be  small,  such  as  a  very  drunken  or 
dissolute  husband  or  father.  It  might  actually  be 
a  relief  to  get  rid  of  him.  But  in  this  case  it  was 
proven  that  Mr.  Williams  was  a  sober,  honest,  in- 
dustrious man,  and  his  death,  without  doubt,  was 
not  only  a  heavy  loss  in  a  pecuniary  sense,  but  a 
very  great  calamitv  to  his  family.  The  Jury 
awarded  $2,300  to  plain tiflF. 

Exhibit  of  tbe  Covington  and  Xjexln^on 
Railroad  Company. 

The  first  act  of  incorporation  of  this  company 
was  granted  by  the  Kentucky  legislature  in  1847, 
but  was  so  unacceptable  that  no  organization  was 
cfTected  under  it.  In  1849  an  amendment  was  ob- 
tained repealing  the  obnoxijus  provisions,  and 
granting  powers  which  ma^ihe  charter  one  of  a 
very  libwal  character.  Thdcapital  wasil,000,000 
with  the  privilege  of  increiasing  to  an  amount  suf- 
ficient to  complete  the  roa 

The  charter  authorised  the  construction  of  a  rail- 
way, with  single  or  double  tracl^  from  Covington 
to  Lexington,  and  to  any  town  or  place  in  any  of 
the  counties  through  which  the  road  may  pass,  or 
in  any  adjoining  county,  and  to  charge  on  all  goods, 
merchandise  and  other  property  l^usported  thereon 
a  sum  not  exceeding  IJ  cents/per  mile  for  toll,  5 
cents  per  ton  per  mile  for  trausporiation,  and  three 
cents  per  mile  for  each  passenger— to  acquire  and 
hold  real  estate,  make  all  necessary  contracte,  to 
borrow  money  on  the  credit  of  the  corporation,  ani 
in  declaring  dividen'J';,  no  prohibition  is  imposed 
except  such  as  is  prescribed  by  the  above  rates. 
The  charter  is  perpttual. 

The  company  organized  under  the  charter  as  a- 
mended  and  proccded  to  have  the  line  surveyed  anc 
located,  and  in  the  laUer  part  of  1860,  let  18  miles 
of  the  road.  In  1851,  were  let  the  contracts  for  pre- 
paring the  road  for  the  superstructure  to  Paris  and 
Lexington. 

ROUTE  0*'  THE  ROAD. 

Commencing  at  Covington,  on  the  Ohio  river,  at 
the  mouth  of  Licking  river,  opposite  the  central 
part  of  Cincinnati,  the  road  pursues  the  valley  of 
main  Licking  to  Falmouth,  38  miles— thence  up 
the  South  Fork  of  Licking  "26  miles,  to  Cynthiana, 
and  continuing  up  the  same  to  Stone  Creek,  a  tri- 
butary, and  up  that  13  miles  to  Paris ;  thence  up 
Huston  creek,  another  tributary,  to  the  dividing 
ridge  between  the  waters  of  the  Licking  and  Ken- 
tucky, crossing  the  ridge,  and  down  the  waters  of 
£lkborn  to  Lexiogton,  id  miles—in  all  96  miles. 


The  topography  of  the  country  on  either  sideof  the 
tricking  for  many  miles,  is  of  such  character  as  to 
unerringly  point  to  the  valley  of  that  river  as  the 
only  practicable  route  lor  a  railway  from  the  Clueen 
of  the  West  to  the  interior  rich  lands  ot  Kentucky. 

The  road  occupies  this  valley,  and  while  the  hills 
cqt|>strain  the  track  to  conform  to  the  meanders  of 
the  river,  in  a  considerable  degree,  they  contribute 
an  insurmountable  barrier  to  all  competition.  No 
short  or  other  line  can  be  laid  in  the  same  valley  or 
vicinity  so  as  to  connect  the  same  points.  The  line 
is  so  laid  as  to  make  easy  curves,  which  for  the 
most  part  exceed  2000  feet  radius.  At  a  consider- 
able cost  the  grade  has  been  reduced,  so  that  the 
maximum  a;cent  is  only  20  feet  to  the  mile  at  any 
point  between  Covington  and  Paris— and  only  30 
feet  t>etween  Paris  and  Lexington,  which  will  not 
only  insure  good  speed,  but  enable  the  Co.  to  trans- 
port heavy  trains  at  little  cost. 

The  cost  of  the  roaJ  will  exceed  the  first  esti- 
mates, arising  from  a  determination  of  the  direc- 
tion to  make  it  a  superior  first  class  road  of  the 
most  durable  character,  and  from  the  great  increase 
in  price  of  labor. 

Fortunately,  the  company  bad  purchased  the 
iron  rails  and  chairs,  and  a  portion  of  the  spikes, 
before  the  late  advance  in  iron,  thus  saving  a  very 
considerable  sum  in  the  cost  of  the  road. 

The  whole  cost  for  the  entire  work  put  into  com- 
plete order,  with  all  necessary  depots,  buildings, 
turnouts,  turning-tables,  cattle- guards,  fences,  wood 
sheds,  water-stations,  etc.,  and  a  full  complement 
of  machinery  and  cars,  will  be  $3,(56,228  89;  the 
items  of  which  are  contained  in  the  engineer's  re- 
port. 

Of  the  work  yet  to  be  done,  the  contractors  lak^ 
from  20  to  25  per  cent  in  the  stock  of  the  company. 

MEANS  or  THE  COMPANY. 

[ndividual  stock $850, 1 50 

Less    for    unavailable    sub- 

Jscriptiona  and  losses 40,000 

$810,150  00 

S'.ock  of  counties  and  cities.  620.000  00 

Cincinnati  loan 100,000  00 

Subscription   with    Kenton, 

Pendleton    and    Harrison 

counties  are  authorised  to 

make,    and    every    confi- 
dence  is  reposed  in  their 

voting     the    subscription, 

each 100.000     300,000  00 

Bonds  of  the  company  issued 

for  the  purchase  ot  iron...  400,000  00 

Bands  issued  to  borrow  mo- 

tey 235,000  00 

Bonds  to  be  issued  to  borrow 

money 465,000  00 

2,930,150  00 
Leaving  to  be  made  up.,,.  226,078  89 

$3,156,228  89 

^his  amount  will  have  to  be  made  up  by  tempo- 
rary loans,  unless  theearnings  of  the  road  be  found 
sufficient  to  finish  up  the  work  after  it  is  brought 
into  use.  Only  $400,000  of  these  bonds  are  embraced 
in  a  mortgage  upon  the  whole  road — 100,000  to 
Cincinnati,  covering  a  part,  it  is  anticipated  will 
soon  be  removed. 

The  road  will  be  put  into  use  before  expending 
the  above  named  sum  by  some  $350,000  to  $400,- 
000. 

Should,  however,  these  counties  fail  to  subscribe 
(of  which  there  is  no  reasonable  grounds  for  foar,) 
then  that  amount  will  have  to  be  raised  by  other 
means,  most  probably  by  loan.  The  company  con 
template  an  application  to  the  Legislature,  to  be 
made  at  the  ensuing  session,  for  authority  to  in- 
crease the  amount  that  may  be  borrowed  by  the 
company,  and  to  provide  for  all  contingencies,  as 
well  as  firmly  to  secure  all  their  issues. 

CONNECTIONS,  BUSINESS  OK  THE  ROAD,  ETC. 

This  road  is  a  trunk  line,  and  main  connection 
of  the  Northern,  Eastern,  ani  Western  roads  con- 
ceiitraling  at  Cincinnati,  with  the  roads  in  the 
South  and  South  West.  By  reference  to  the  ac- 
companying map  gotten  up  under  the  supervision 
of  ihe  able  editor  of  the  Railroad  Journal,  H.  V. 
Pdor,  Esq.,  and  upon  which  ^Ue  lines  of  this  road 
bare  been  accurately  m^^^wn,  with  its  oonnec- 


tions,  its  relative  importance  may  at  once  be  seen, 
[t  is  happy  in  the  undisturbed  possession  ot  the 
Licking  Valley,  and  feels  securely  enclosed  from 
all  intrusion,  for  nature  in  arranging  the  kills 
arouTid  about  her^  seemed  to  say  no  harm  from  other 
roads  shall  come  nigh  thee !  Passing  through  this 
valley  the  road  emerges  into  one  of  the  fairest  and 
most  productive  regions  on  this  continent.  The 
superabundance  yielded  by  the  unsurpassed,  it  not 
unequalled  rich  land,  of  the  counties  of  Harrison, 
Bourbon,  Scott,  Fayette,  Clarke,  Montgomery, 
Jessamine,  Boyle  and  Mercer,  will  find  a  market 
over  this  road,  whether  destined  for  Cincinnati, 
Covington  and  Newport,  the  cities  of  the  Great 
Basin,  now  constituting  the  fitst  produce  market, 
direct  from  the  farms,  in  the  world,  or  down  the 
Ohio  and  Mississippi  rivers,  or  by  railway  to  the 
eastern  cities. 

By  the  extension  of  the  road  to  Danville  and  the 
Tennessee  line  through  the  agency  of  the  Danville 
and  Lexington  company,  the  fertile  region  farther 
South,  is  likewise  offered  through  the  same  chan- 
nel, the  enjoyment  of  the  same  markets. 

The  road  to  Danville  from  Lexington  35  miles, 
is  under  contract,  and  the  work  is  progressing  to  a 
speedy  completion. 

The  whole  of  the  stock  is  secured.  Thence  to 
the  Tennessee  line  84  miles,  the  line  is  r.ow  being 
surveyed  for  location  and  letting. 

Over  a  half  milliun  of  stock  has  been  taken,  and 
the  subscriptions  are  uteadily  increasiDg,  with  every 
prospect  ot  an  early  realization  of  a  sum  sufficient 
to  make  up  one  million,  which  will  secure  an  early 
completion  of  the  road.  At  the  Tennessee  line  the 
extension  of  the  road  to  a  connection  with  the  Chat- 
tanooga road,  and  Alabama  and  Tennessee  River 
road,  via  Sparta  and  McMinnville  and  Winchester 
is  under  the  charge  of  a  company  of  that  state  with 
sufficient  means  obtained,  fostered  by  the  liberal 
policy  of  Tennessee  towards  railroad  enterprises 
within  her  borders,  to  accomplish  the  work  within 
the  shortest  practicable  period.  Tennessee,  it  will 
be  remembered,  provides  $8,000  per  mile  toward 
the  construction  of  railways  in  the  State. 

Thus,  our  road  is  put  into  direct  connection  with 
all  the  important  Southern  roads.  A  very  import- 
ant feature  of  this  connection  is,  that  the  same 
gauge  is  adopted  as  those  roads,  hence  an  uninter- 
rupted transit  will  be  offered  to  travellers  and  ship- 
pers, an  object  so  much  desired  yet  so  seldom  at- 
tained. The  travel  and  business  destined  for  the 
South  or  South  west  have  here  presented  lines  of 
railway  over  this  new  track  terminating  at  Mem- 
phis, Vicksburgh  and  on  the  Mississippi— New  Or- 
leans and  Mobile  on  the  Gulf  of  Mexico ;  and  Sav- 
annah, Charleston,  Wilmington,  and  other  points 
on  the  Atlantic.  Also  another  important  connec- 
tion is  formed  with  the  line  through  East  Tennessee 
into  Virginia. 

Some  conception  may  be  had  of  the  business  of 
the  road,  when  it  is  remembered  that  the  beef  mar- 
ket of  Cincinnati  is  mostly  supplied  from  Kentucky, 
besides  thousands  of  heads  of  cattle  are  sent  through 
Covington  and  Cincinnati  to  the  South  and  East. 
Great  numbers  of  hogs  and  sheep  are  likewise  sent 
to  the  same  markets,  which,  with  all  the  surplus  of 
the  country  along  and  contiguous  to  the  line  must 
find  a  transit  to  market  over  it. 

The  following  estimate  is  undoubtedly  of  low  fig- 
ure, which  we  adopt  in  preference  to  others  furnish- 
ed, so  as  to  be  certainly  not  subject  to  any  charge 
of  exaggeration. 

The  number  of  passengers  who  will  be  trans- 
ported over  the  road  immediately  after  its  comple- 
tion, are  estimated  by  some  who  are  very  compet- 
ent to  do  so,  at  from  100  to  150  per  day  each  way, 
including  way  travel;  we  will,  however,  set  the 
number  down  at  75  each  way,  at  $3  each. $164,240 

60,000  hogs,  at  60  cents 3G,000 

22,000  head  cattle,  at  $2,50 38,250 

Miscellaneous  down  freight  30,000  tons,  at 

$3  per  ton 90,000 

Up  freight  50,000  tons,  at  $4  per  ton 200  000 

Mail 10,000 

The  business  of  one  year $538,000 

Deduct  40  per  cent,  for  running  expenses,  215,490 

Profit'to  be  divided $323,100 

Which  is  exceeding  10  per  cent  upon  tbe  cost. 
There  are  vait  qaantitiea  o(  hetnp  and  tobacco, 
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besides  other  products  raised  iathe  interior  ot  Ken- 
tucky, which  will  find  a  market  over  this  road,  that 
is  not  at  present  sent  to  the  Covington  and  Cincin- 
nati markets.  Then  all  the  goods  and  manufac- 
tures, groceries,  salt,  iron,  and  for  a  time  at  least, 
all  the  stone  and  coal,  used  along  and  contiguous  to 
the  line,  will  necessarily  be  freighted  up  this  road. 
By  this  route  the  distances  from  Covington  and 
Cincinnati  to  the  following  places,  will  be  as  fol 
lows:  ,.    .  . 

>   ;.:     ;■  ;  Miles. 

To  Lexington 96 

"  Danvi  le ^31 

"  McMinnvillc 285 

"  Savannah 812 

"  Charleston o*o 

"  Mobile 8*71 

By  means  of  the  Covington  and  Louisville  road 
(the  company  for  the  construction  of  which  is  now 
organized,  has  a  large  amount  of  stock  taken,  and 
is  zealously  urging  forward  the  enterprize  with 
every  prospect  of  success  to  an  early  comj)letion,) 
the  distance  from  Covington  to  Louisville  will  be 
about  100  miles.     To  Nashville  280  miles. 

Sy  the  Cincinnati  and  St.  Louis  road— to  St. 
Louis  335  miles. 
By  railroad  to  following  places,  distance  will  be 

To  Indianapolis HO  miles. 

"    Columbus 120      " 

"     Cleveland 245 

"    Baliimore  via  Parkersburg 564 

"     Philadelphia 663 

"    JSewYork 750      " 

The  distances  to  Philadelphia  and  New  York  via 
Wheeling  are  about  the  same. 

With  this  number  of  railroads  converging  at 
Cincinnati  and  Covington,  this  heretofore  promi- 
neot  and  prosperous  point  of  commerce  and  manu- 
factures is  magnified  into  one  of  the  first  import- 
ance. This  point  is  conceded  to  be  the  great  cen- 
tre of  trade  in  the  West,  and  with  the  aid  ot  these 
roads  completed  and  in  progress,  it  is  ever  inevit- 
ably destined  to  continue  to  be. 

Already  routes  East  and  North  are  completed, 
and  in  prosperous  use— reaching  to  the  Lakes  and 
Eastern  Atlantic,  and  routes  westward  in  rapid  pro- 
gress of  coRstructioa,  but  no  coDnection  with  or 
avenue  of  trade  is  yet  opened  to  the  Southern  At- 
lantic. This  road  now  oifers  this  most  desirable 
consummation.  This  company  holds  the  key,  as  it 
were,  to  the  Kentucky,  Tennessee  and  Southern 
trade  with  the  great  Western  mart,  and  through  it 
to  the  Eastern  markets. 

No  other  route  will  likely  be  soon  selected  and 
occupied  by  a  road  to  the  North,  and,  indeed,  none 
can  come  in  successful  eompetition. 

These  considerations  of  simple  facts  we  respect- 
fully submit,  indubitably  exhibit  this  company's 
security  as  being  ot  the  most  certain  solvent  char- 
acter, and  that  the  stock  must  yield  a  handsome  re- 
turn to  the  holder. 

M.  M.  Benton,  President. 

December,  1852. 

Indiana  and  Illinois  Central  Railroadt 

A  meeting  was  recently  held  at  Indianapolis,  of 
the  friends  of  the  proposed  line,  and  a  company  or- 
ganized under  the  general  railroad  law  of  Indiana. 
The  following  are  the  articles  ol  association  adopt- 
ed by  the  meeting. 

Article  1st.  The  name  and  style  of  the  corpora- 
tion shall  be  the  "  Indiana  and  Illinois  Central  rail- 
way company." 

Art.  2d.  The  capital  stock  of  the  company  shall 
be  two  millions  of  dollars,  to  consist  of  forty  thou- 
sand shares  of  fifty  dollars  each. 

Art.  3d.  The  eastern  terminus  of  said  road  shall 
be  at  the  city  of  Indianapolis,  in  the  State  of  Indi- 
ana, thence  as  nearly  in  a  western  direction  as  may 
be  found  practicable  and  convenient,  bv  way,  or 
within  half  a  mile  of  the  towns  of  Danville,  Rock- 
ville  and  Montezuma,  in  the  State  of  Indiana,  and 
Decatur  in  the  State  of  Illinois,  in  a  direction  lead- 
jng  to  the  city  of  Springfield,  m  the  said  State  of 
Illinois.  But  that  .said  road  shall  not  diverge  from 
a  straight  line  in  order  to  secure  conditional  stock; 
and  passing  through  the  following  counties  in  the 
Slate  ot  Indian^,  vijs :  Marion,  Hendricks,  Putnam, 
P^rke  and  VarijjiUioo. 


Art.  4th.  The  length  of  said  road  in  the  State  ot 
Indiana,  as  near  as  may  be,  is  estimated  to  be 
seventy-five  miles;  and  the  total  length  to  the  city 
of  Springfield  is  estimated  to  be  one  hundred  and 
eighty-six  miles. 

Art.  5.  The  number  of  directors  to  manage  the 
affairs  of  said  company  shall  be  seven ;  and  we 
hereby  declare  that  the  following  are  the  names  of 
the  directors  elected  by  us  from  our  own  number  to 
constitute  the  first  boaru  of  directors  of  said  com- 
pany, to  wit : 

E.  W.  H.  Ellis  and  William  Sheete,  of  the  coun- 
ty of  Marion ;  Henry  G.  Todd  and  Edmund  Clarke, 
of  the  county  of  Hendricks ;  Higgins  Lane,  of  the 
county  of  Putnam ;  E.  M.  Benson  and  A.  L.  Roache, 
of  the  county  of  Parke. 

A  meeting  of  the  stockholders  and  directors  is 
appointed  to  be  held  on  the  15th  of  February  next, 
at  Indianapolis. 

Commerce  of  the  United   States. 

Below  we  give  a  summary  of  the  imports  and 
exports  of  the  United  Stales  for  1852: 

MONTHLY  SUMMARY  OP  importations  FOR  1852. 

Free  Goods.      Specie,  etc. 

January Sl,04l,466         $104,736 

February 1.1101)43  110,233 

March I,S43,938  525,421 

April 1,4%.443  327400 

May 789,04ti  3b0,584 

June 1.062.947  429,747 

July..-, 915,154  150,0ti7 

August 1,075.388  56,907 

September 834.343  66  789 

October 215,143  62,690 

November 891382  80,769 

December 829,147  112,815 


Total SI2,105,3j2 

Dutiable 
Goods. 

January 88,584.311 

February 7  0-21.952 

March 9,302,034 

April 8,410448 

May 6096,996 

June 7,626,181 

July 11,438,117 

August 13,711,421 

September 11,095827 

October 7,775,614 

November 7,167.851 

December 8,421^669 


$2,408,215 
Duties  and 
Deposits 
S2, 126,586 
1,747,468 
2,237,931 
2  077,291 
1,464,107 
1,915,577 
2,876,319 
3,434835 
2,691,031 
1,921,878 
1,692,034 
2,357,649 


Total $106,670,411        $26,542,229 

Of  which  the  following  are  some  of  the  principal 
articles : 

Dry  Goods. ........ ....   ..." ...$62,618,424 

Cigars 1,917,118 

Coffee 5,249,640 

tlardware  and  cutlery 2,71 1, 2H6 

Hides 3'005!862 

Lead 1,24^.960 

Liquors 1,92  3929 

Molasses 955.880 

Railroadlron 3.580^883 

Steel 1,083,554 

Sugar 8,920,600 

Tea 6.398,104 

Tobacco 708,387 

Tin 3.045,320 

Watches 2.183,047 

Wines 1,645,356 

.  .  / WAREHOUSED. . 


Dutiable. 

January 1,281.594 

February 1,003  383 

March 916,519 

April 732,422 

May 453,109 

June : 040.722 

July , 423,919 

August 466,962 

September 623,263 

October 594,426 

November 596,068 

December 935,257 


Duties. 
355  690 
230,793 
241,399 
203,418 
124,659 
170,106 
110.901 
128,293 
164,312 
169,531 
167,445 
242,223 


Total ,» 8,667,641    9,308,765 


January. 

February  

March 

April 

May 

June 

July 

August 

September ^254,358 

October ,256,570 

November .' ,047,972 

December 903.841 


■  —  Withdrawn— - 


)utiat!le. 
1,584,652 
788,977 
,605,849 
,255  429 
,380,871 
911,479 
,095.800 
329.991 


Duties. 
472,691 
639.229 
491.949 
419  547 
477,824 
314,855 
363,452 
448.797 
462.774 
466,7-27 
358,  09 
329,245 


Total 1>,415  289     5,145,099 

EXPORTS  FROM  NEW  YORK  FOR  1852. 


Don  .  Mdse. 

January $2,^  19,296 

February 3,:  52,943 

March 4 4.n3,245 

April 4.V43.044 

May 4,i49.924 

June 3,!66,869 

July 2,i65,542 

August 2.:40,820 

September 3,5  89,429 

October 3,^97,874 

November 3,!  -29,449 

December 2,!  47,848 


Total $40,tl6,78l 

Foi .  Free 

January Si<i833 

February )8932 

March 1  K),557 

April 57,710 

Mav 106,818 

"     '  125,500 

20  759 
46,464 
123184 
82.886 
27,6S4 
54,805 


June... 

July 

August •;. 

September 

October.. , 

November 

December 


Total . 


For  Dut. 

$358,244 
322,772 
357.230 
353,263 
545.973 
482,594 
3-25,733 
220,978 
318,888 
484,801 
54I.S»6 

518,853 

$4,828,622 

Spec  &6ul. 

S2.868  958 

3,551,543 

llli)44 

200,266 

1.834,898 

3,326,355 

2  971,499 

2.935,888 

2,122,495 

2.462  301 

809,818 

1,180,305 


1,921       $25,096,255 


Cnmberland  Coal  Companlc*. 

A  meeting  of  the  several  C^al  Compi;nie8  of  the 
Cumberland  region  was  hek  on  the  5th  insl.  at 
Baltimore  for  the  purpose  ofj  conferring  with  the 
President  of  the  Baltimore  atid  Ohio  railroad  as  to 
the  amount  of  accommodation  required  forfihe  coal 
business. 


The  following  comoanies 
Phoenix,  New  Creek.  Llan_ 
den,  Thomas  Kerr,  Withers, 


were  represented:— 
(illen,   Swanion,  Bur- 
Parker,  Lonaconing, 


n  of  the  coal  trade,  it 
how  many   tons  per 
guarantee  to  trans- 
should  furnish  the 


applications 


wer»! 


Frostburg,  Alleghany,   Chesapeake,  and  Cumber- 
land. 

Mr.  Swann  stated,  in  a  te^  pertinent   remarks, 
that  the  railroad  company  halving  pas.<<ed  a  resolu 
tion  to  expend,  if  necessary,  ipe  sum  of  $2,500,000, 
for  laying  a  secoi^^l  track,  anp  providing  cars  and 
engines  lor  the  accommodati 
became  necessary  to  asccrtai 
day  each  coal  company  wouli 
port  if   the  railroad  compa 
means. 

Whereupon    the    followin 
handed  in  : 
Companies.  1        Capit; 

Phoenix $2,100, 

New  Creek 2,000 

Llangollen ~50 

Swanton 500, 

Borden 200 

Thomas  Kerr 

Witht-rs 1,000, 

Parker 2,000 

Lonaconing 100. 

Frostburg 500, 

Alleghany 100. 

Chesapeake 1,000,' 

Cumberland 3,000 

It  thus  appeared  that  the 
for  a  daily  transportation  of 
the  railroad. 

Each  coippany  ^le  left  to  vkakt  their  own  oego* 


Amount. 
500  tuns. 
400    " 
500 


MO 

600 
300 
400 
350 
1,000 
2.000  ''■■ 
ioal  companie,s  asked 
17023  tons  ol  coal  by 
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tiatioDs  with  the  railroad  company  as  to  the  secu- 
rity they  are  to  famish  for  the  use  of  cars  Ac. 
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Vratfe  and  ToBnafo  of  tb«  Canals, 

From  the  Auditor's  statement  of  the  business  of 
the  canals,  it  appears  that  the  aggregate  tonnage 
which  came  to  and  went  from  the  Hudson  river  thr 
past  year  was  2,756,349  tons,  against  2,452  486  the 
previous  year,  showing  an  increase  in  1852  over 
'61  of  303,863  tons. 

BTbe  aggregate  tonnage  of  property  clearing  from 
tide  water  the  past  year  ix  521.527  against  475,335 
last  year,  an  increase  of  46,192  tons  over  1851. 

The  aggregate  tonnage  of  property  to  tide  water 
the  past  season  was2, 234,822  tonsagainst  1,977,151 
the  previous  year,  an  increase  of  257,671  tons. 

The  estimated  value  of  property  which  came  to 
and  went  from  the  Hudson  river  the  past  year  is. 
$185,789,546,  and  of  the  previous  year  S143,145,- 
297,  an  increase  in  1852  ot  $42,644,219  over  1851. 

The  value  of  property  going  trom  the  Hudson 
river  in  1852  is  estimated  at  $118,896,444,  against 
$89,217,789  the  previous  year,  showing  an  increase 
orer  1851  of  $29,678,655. 

The  estimated  value  ol  property  coming  to  the 
Hudson  river  the  past  season  is  $66,893, 102,  against 
$53,927,508  the  previous  year,  thus  exhibiting  an 
increase  of  $12,965,594  in  1852. 

We  are  indebted  for  the  foregoing  summary  of 
the  trade  and  tonnage  of  the  c.inals  for  1852,  to  the 
Albany  Evening  Journal.  The  result  is  not  only 
most  gratifying  in  a  commercial  point  of  view,  but 
is  a  striking  illustration  of  the  influence  that  west 
ern  works  ot  internal  improvement  are  beginning 
to  exert  upon  the  trade  of  the  couotiy. 

Upon  the  canals,  both  the  tonnage  and  values  arp 
stateid  at  the  minimuvi  figures.  The  value  of  the 
tonnage  leaving  and  arriving  at  tide  water,  it  will 
be  seen,  is  greater  than  either  the  entire  value  ol 
the  imports  or  exports  bf  the  whole  country. 

It  will  be  borne  in  mind  too,  that  during  the  past 
year  the  canal  tolls  have  been  removed  from  mep; 
chandise  transported  upon  railroads,  and  conse- 
quently the  Central  and  Erie  lines  have  enjoyed  a 
very  large  freight  business  in  active  opposition  to 
the  canal.  We  have  not  yet  received  the  returns 
of  these  roads,  and  cannot  give  at  the  present  time 
the  tonnage  and  value  ol  their  freights.  Upon  the 
Erie  road  the  receipts  for  transportation  of  freight 
alone,  are  equal  to  §2,000,000.  We  presume  that 
the  receipts  upon  the  Central  line  must  fully  equal 
this  sum,  showing  the  aggregate  tolls  for  freight 
upon  those  two  great  lines  to  exceed  the  tolls  on  the 
canals,  by  nearly  $1,000,000. 

Estimating  the  value  of  tonnage  received  at,  and- 
ssnt  from  tide  water  by  those  two  roads  to  be  equal 
$65,000,000,  and  we  have  the  grand  aggregate  of 
$350,000,000  as  the  value  of  merchandise  which 
arrived  at,  and  lefi  the  Hudson,  for  the  west  for  1852. 
la  comparison  withthis  immense  movement,  all 
other  routes,  even  the  Mississippi  River,  dwindled 
into  comparative  insignificance. 

The  great  increase  of  tonnage  is  owing  chiefly 
to  the  extensive  reduction  of  tolls  at  the  commence- 
ment of  navigation,  in  view  of  the  extraordinary 
efforts  making  by  rival  works  to  draw  off  the  trade 
of  the  interior  to  other  routes. 

It  is  remarkable  that  the  increase  ol  the  tunnage 
apon  our  lea iing  routes  o(  internal  commerce  have 
yhewa  but  a  slight  increase,  with  the  exception  of 


the  Erie  canal,  and  that  the  increase  ot  our  foreign 
commerce  has  been  confined  almost  entirely  to  the 
port  of  New  York,  by  virtue  of  the  monopoly  of 
this  trade  secured  to  her  by  this  work.  The  ton- 
nage of  the  canal  and  the  population  and  commerce 
of  that  city  have  moved  forward  with  equal  pace. 

The  tendency  of  the  trade  of  the  west  has  been 
steadily  to  the  great  lakes,  and  through  them  to  the 
Hudson  by  way  of  the  Erie  canal.  No  western 
produce  passes  Eaft  over  the  Pennsylvania  im- 
provements. This  fact  may  be  ascribed  to  the  in- 
convenient character  of  this  work  for  heavy  trans- 
portation. 

How  far  this  route  is  to  be  afiected  by  the 
Pennsylvania  railroad,  remains  to  be  seen.  Anoth- 
er year  will  also  show  the  influence  that  the  Balti- 
more and  Ohio  railroad  will  have  in  turning  this 
trade  into  new  channels. 

The  competition  of  the  New  York  railroads  is 
apparently  not  felt  by  the  canals.  There  can  be  no 
doubt,  however,  that,  but  for  this  competition,  the 
trade  of  the  former  would  have  been  vastly  larger 
than  it  is.  It  remains  to  be  seen  whether  the  Penn- 
sylvania and  Maryland  lines  are  in  the  same  man- 
ner to  divide  its  business. 

One  of  the  strongest  arguments  in  favor  of  the 
opinion,  that  the  northern,  or  New  York  route,  will 
continue  to  maintain  its  a-scendancy,  is,  the  fact 
that  the  mosl  impoilant  depots  of  trade  in  the  west 
with  two  or  three  exceptions,  now  springing  into 
existence,  are  situated  upon  the  great  lakes.  It  may 
be  questioned,  also,  whether  New  York  is  not  the 
cheapest  point  of  access  from  the  cities  of  Cincin- 
nati, Louisville,  and  St.  Louis,  the  great  marts  of 
trade  of  the  central  portions  of  the  Mississippi  val- 
ley. As  far  as  the  domestic  and  foreign  markets 
are  concerned.  New  York  has  some  decided  advan- 
tages over  any  other  Atlantic  port. 

But  we  do  not  pro^^ose  to  touch  upon  matters  in- 
volving the  question  of  superiority  of  rontes.  Our 
object  is  to  show  the  magnitude  ot  the  interior  com- 
merce of  the  country.  It  willsupp'y  a  lucrative  traf- 
fic to  all  our  works  constructed  fur  its  accommoda- 
tion. It  must  be  divided  to  a  certain  extent  among  all 
our  great  cities.  The  monopoly  of  the  greatest 
share  of  it  carries  with  it  commercial  supremacy 
upon  this  continent,  not  to  say  throughout  the 
world. 


Texas. 

San  Antonio  and  Gulf  Railroa'i. — The  Board  of 
Directors  of  this  road  has  at  last  agreed  by  a  vote 
of  fourteen  to  one,  that  the  Gulf  terminus  shall 
finally  be  at  Port  Lavaca. 

This  much  vexed  question  being  finally  settled, 
opens  to  merchants  and  .speculators  a  fine  field  for 
investment.  The  fact  that  it  will  be  the  cenier  of 
trade  of  Western  Texas,  including  the  rivers 
Caney  Colorado,  Navidad.  Lavaca,  GauL'aloupe, 
and  San  Antonio,  all  which  enter  into  Matagorda 
Bay,  and  the  coast  reaching  to  Corpus  Christi,  ad- 
ded to  the  immense  overland  trade  to  Eagle  Pass 
and  El  Paso,  leading  to  the  provinces  ot  Chihua- 
hua, Durango  and  New  Mexico,  will  make  it  one 
of  the  largt'>t  mercantile  cities  in  Western  Texas. 

Dayton  and  MiehlKan  Railroad. 

We  learn  that  eleven  miles  ot  this  road,  from 
Dayton  north,  are  completed,  and  that  the  track  is 
^being  laid  at  the  rate  of  half  a  mile  a  day,  It  is 
expected  that  the  work  will  be  carried  to  Troy  by 
the  first  day  of  the  new  year,  when  the  cars  will 
commence  running  to  ^hat  point,  under  an  arrange- 
ment with  the  Ciacinnati,  Hamilton  and  DaytoD 
Company. 


Stenbenrlllc  and  Indiana  Rallroad< 

The  annual  meeting  of  the  stockholders  of  the 
Steubenville  and  Indiana  railroad  company,  was 
held  at  the  office  of  the  company  in  Steubenville, 
on  Monday  >he  3d  inst. 

A  resolution  having  been  adopted  in  accordance 
with  a  recent  act  of  the  Legislature  of  Ohio,  the 
number  of  directors  was  increased  from  seven  to 
thirteen  members;  after  which,  the  annual  election 
of  directors  was  held,  and  resulted  in  the  choice  of 
the  following  persons:  James  Means,  Js.  Parks, 
Wm  McDonald,  Jas.  Trumbull,  Dl.  L.  Collier, 
Jas.  Collier,  John  Andrews,  C.  C.  Beatty,  and  Wm. 
Kilgore,  of  Steubenville,  Chauncy  Dewey,  Cadiz, 
Wm.  K.  Johnson,Coshocton,  Wm.B.  Arven,  New- 
ark, and  Wm.  Neil,  Columbus. 

The  above  contains  all  the  members  of  the  old 
board,  with  the  addition  of  six  new  members — mak- 
ing an  excellent  board  of  active,  enterprising  busi» 
ness  men.  The  indefatigable  president,  Mr.  James 
Means,  will  be  continued  at  the  head  of  afl^airs  of 
the  company;  and  the  policy  heretofore  pursued, 
of  urging  a  rapid  and  durable  construction  of  the 
work,  will  be  faithfully  adhered  to  under  the  pres- 
ent management.  .-  4  :>'v  -  -;  -'i    .'(': 

The  worn  of  couslrnction  is  in  a  fair  state  of  pro- 
%tess,  in  the  hands  of  efficient  contractors.  With- 
in the  present  year,  the  Steubenville  and  Indiana 
railroad  will  furnish  to  the  rich  central  portions  of 
Ohio,  their  first  direct  eastern  railroad  outlet  to  the 
Ohio  river. 


Hannibal  and  St.  Joseph  Railroad. 

From  the  Bloomington,  Macon  county.  Journal) 
we  learn  that  the  surveys  on  the  route  of  this  road 
are  being  pushed  forward  with  great  vigor.  The 
eastern  and  western  corps  of  engineers  met  at 
Bloomington  on  the  24th  ult.  The  line  rnns  with 
the  southern  boundary  of  the  town. 

The  eastern  division  of  engineers  have  survey- 
ed since  the  1st  of  September,  lines  amounting  to 
about  150  miles,  or  two  complete  routes  from  Han- 
nibal to  St.  Loui!«.  The  topography  has  embraced 
an  extent  of  from  two  to  four  miles  in  width  upon. 
these  lines,  and  includes  the  bearings  and  length 
of  every  river,  creek,  water  course  and  hollow — 
the  position  of  every  house,  fence,  road  and  bridge, 
and  the  location  in  respect  to  the  lines  of  govern- 
ment corners,  at  distances  not  exceeding  three  or 
four  miles  apart.  The  height  of  the  ground  has 
b'>en  taken  at  every  hundred  feet  on  all  the  lines, 
and  at  shorter  distances  where  the  ground  required 
it ;  and  test  lines  have  been  ruri  to  verify  the  ac- 
curacy of  the  levels.  The  results  of  these  exam* 
inatiuns  are  embodied  in  profiles  and  maps  on  a 
large  scale.  Grade  lines  have  been  laid  down,  and 
approximate  estimates  of  the  earth  work  and  ma* 
.sonry  made  cut  .^ 


Massachusetts. 

Salem  and  LowcU  Railroad. — At  a  meeting  cjl 
the  stockholders  of  this  corporation,  held  recently, 
Stephen  C.  Phillips  and  J.  W.  Peale,  of  Salem ; 
Wm.  Livingston,  Sidney  Spaulding  and  Josiah  B. 
French,  of  Lowell ;  Charles  F.  Flint,  of  Reading, 
and  Jacob  Coggin,  of  Tewksbury,  were  chosen  di- 
rectors. 

Lowell  and  Lawrence  Railroad. — The  following 
gentlemen  have  been  re-elected  directors  of  this 
company  for  the  ensuing  year,  by  nearly  a  unani* 
mous  vote  :  Wm.  Livingston,  Sidney  Spaulding, 
Oils  Allen,  Frederick  Parker,  Horace  Howard, 
Isaac  Farrington,  and  Abner  W.  Buttrick.  At  the 
first  meeting  of  the  new  board  of  directors,  Wm. 
Livingston  was  re-elected  President,  J.  A-  Koowlet 
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Trcaaarer,  and  Fredericir  Parker  Clerk  for  the  en- 
suing year. 

KcMT  York. 

Albany  and  Saratoga  Springs  Railroad. — The 
compaoy  formed  some  time  since  to  constructadi- 
rect  railway  from  Albany  toSaratoga  Springs  have 
completed  their  preliminary  arrangements  and  filed 
their  articles  of  association.  The  directors  are  Pe- 
ter Gansevoorf ,  Thomas  W.  Olcolt,  Andrew  White, 
H.  H.  Martin,  J.  B.  Plumb.  Ellis  Baker,  Chas.  B. 
Lansing,  G  C.  Davidson,  S.  H.  Ransom,  J.  F. 
Rathbone,  and  E.  Wicks,  of  Albany ;  and  Charles 
A.  Stetson,  of  New  York. 

';  ;  *  Marine  Disasters. 

The  following  is  taken  from  the  report  of  John 
C.  Hoyt,  agent  for  the  underwriters  on  the  southern 
coast  of  Florida : 

Vessels  ashore  and  in  distress  at  Key  West  dur- 
ing the  year,  82.  Estimated  value  of  vessels  and 
cargoes.  $663,800.  Amount  ol  salvage  and  expen- 
ses. SI62,700. 

The  lollowing  is  a  condensed  report,  for  eight 
years,  of  the  number  of  vessels  that  have  been 
ashore  on  the  Florida  Reefs,  and  those  that  have 
put  into  Key  West  in  distress : 

No.  of    Value  of  Salvage  & 

.  vessels,  vessels  &  expenses, 

cargoes.  Salvage. 

S725  000  S92,654  $169,064 

731.000  6!t,600  105  700 

1 ,024  000  1 09  000  21 3,500 

1,282  000  125,800  200  060 

1,305,(00  127,810  219  160 

922,000  122,831  200,000 

941.500  75,852  135,000 

663.800  80,112  I(i2,l00 


1845.. 

...29 

1816. . 

..26 

1847. . 

...37 

1848. . 

...41 

1849.  . 

...46 

1850.. 

...30 

1851.. 

...34 

1852. . 

...22 

Total. ..265    $8,194,400       $803699    $1,434,581 

Saratoga  and  Saclcett's  Harbor  Railroad. 

The  Saratoga  Republican  understands  that  an 
arrangement  is  about  to  be  made  by  which  a  num- 
ber of  individuals  are  lo  buiH  this  road,  and  stock 
it  ready  for  running,  filling  and  owning  the  balance 
of  the  stock  themselves,  and  taking  from  the  direc- 
tors and  collecting  whatever  stock  is  subscribed, 
and  the  company's  right  to  the  250,000  acres  of  land 
from  the  State. 


Citjr  of  dtieago. 

The  total  value  of  real  and  personal  property  in 
the  city  and  county  of  Chicago,  is  $12,085  045.— 
The  valuation  of  the  real  estate  in  1S52,  was  $9  - 
693.642,  in  1851,  $7,309,661,  increase  $2,283,981. 
The  total  revenue  is  $154,369  49. 

Tennessee. 

Nashville  and  Chattanooga  Railroad.— At  the  an- 
nual meeting  at  Murfrecsboro,  on  Dec.  29th  last, 
of  the  Nashville  and  Chattanooga  railroad  compa- 
ny, the  following  named  gentlemen  were  elected 
officers  of  the  company  for  the  present  year  : 

V.  K.Stevenson,  President;  Alexander  Allison, 
John  M.Bass,  Jeremiah  Cleveland,  Peter  S  De- 
cherd,  Francis  B.  Fogg.  Lewis  Garner,  Samuel  D 
Morgan,  John  T.  Neil.  Andrew  Ewing,  Joseph  B 
Knowles,  Arthur  M.  Ruiiedge,  William  Spencp' 
Thos.  Power,  Jas.  A.  Whiteside,  directors ;  Wm  A 
Cleaves,  Secretary  and  Treasurer. 

Pennsylvania. 

Pennsylvania  Railroad. — Preparations  for  the 
erection  of  the  depot  of  this  company  on  Market 
street,  Philadelphia,  have  been  commenced.  We 
learn  from  the  Philadelphia  North  American  that  : 
The  new  depot  will  be  very  creditable  in  its  archi- 
tectural appearance,  and  of  a  capacity  and  extent 
exceeding  any  in  the  United  States.  It  will  cover 
a  space  of  about  300  feet  square,  incluiiiug  the  en- 
tire  ground  bouuded  by  Market  street  on  the  north, 
Kelly  street  on  the  south,  Juniper  street  on  the  west, 
aad  Thirteenth  street  on  the  east.    This  will  sweep 


away  the  High  School,  the  State  Arsenal,  etc.— 
Such  an  edifice  as  this  will  be  suitable  for  a  work 
like  the  Pennsylvania  railroad,  besides  being  an 
ornament  to  the  great  thoroughfare  on  which  it  will 
front. 


stock  and  Money  Market. 

The  stock  market  his  been  somewhat  active  dur- 
ing the  past  week:  though  at  reduced  figures  for 
most  of  the  fancies.  .\il  the  sound  stock  are  in  de- 
mand at  increasing  rates.  There  has  been  a  rapid 
advance  in  the  stocks  of  the  line  from  Albany  to 
Buffalo,  under  the  rumor  that  all  are  to  be  consoli- 
dated into  one  company.  The  securities  of  the 
leading  Western  roads  are  in  active  demand,  and 
the  supply  of  these  is  by  no  means  large.  There 
continues  to  be  an  active  inquiry  for  such  both  for 
the  domestic  and  foreign  market. 

The  Philadelphia  and  Reading  railroad  compa- 
ny have  declared  a  semi  annual  dividend  of  4  per 
cent,  on  the  common  stock  and  3j  per  cent,  on  the 
preferred  stock ;  also  a  dividend  of  8  per  cent,  on 
the  common  and  2  percent,  on  the  preferred  stock. 
The  gross  receipts  of  the  company  for  the  fiscal 
year  ending  the  30ih  of  November,  have  been  $2,- 
480,626  41,  an  increase  of  $166,296  01  over  !85l. 
The  annexed  comparative  table  will  show  the 
sources  of  revenue  in  1851  and  1852: 


Travel . . 
Merchan- 
dise. .. 

Coal 

From  oth- 
sources.. 


1651. 
$152,4: 


1  64 


123,672  34 
2  018,870  79 


1852. 
$168,430  20 

138,963  61 
2,150,677  17 


Increase. 
$15,998  65 

15,291  27 
131,806  3« 


19,455  63         22.455  34        3,199  71 


Total  ...$^,314,330  40  $2,480,626  41  $166/298  01 

Railway  Share  &.  Stock  List; 
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GOVERNMENT  AND  STATE  SECURITIES. 

U.  S.  5's,  1853 1004 

U.  S.  6's,  1856 108i 

U.  S.  6's,  IrMt ..„    11 4J 

U.  S.  6's,  1862— coupon 120 

U.  S.  6'8,  1867 If9j 

U.S.  6's,  1868 119J 

U.  S.  6's,  1868— coupon 120 

Indiana  5's 102 

Indiana  2| 59 

"      Canalloan6's 97 

"      Canal  preferred  5's 41 

Alabama  5'$ 98 

Illinois  6'8,  1847 86 

Illinois  6's — interest 59 

Kentucky  6's,  1871 M2 

Afarvlande's 109 

New' York  6's,  1854-5 108 

New  York  6'8,  18  0-'61-'62 4i ...... 115J 

New  York  6's,  1864-'65 !, ...1194 

New  York  6's,  |y.,  18<i6 '. H9i 

New  York  Si's,  1860-'61 Ill 

New  York  54'8,  1665 112 

New  York  5's,  1854-'55 108 

New  York  5's,  1858-'60-'62 Ill 

New  York  5's,  1866 114 

New  York  44's,  1858-'59  '64 101 

Canal  certificates,  6's.  1861 

Ohio6's,  1856 1044 

Ohio6'8,  1860 110 

Ohio6's,  1870 114 

Onio  6's,  1875 *116 

Ohio5's,  1865 '     "]06 

Ohio7's.  1851 \/,\  .....V...\Obl 

Pennsvlvania  5's 97 

Pennsylvania  6's,  I847,-'53 lOI 

Pennsylvania  O's.   1879 99i 

Tennessee  5's.... !!!!!!  ii!i !!!!    94 

Tennessee  6'8,  1880 ' lOg 

Virginia 6'«,  1886... ,,. .'.'.'. V.V.V.V.V.  110 


CITY  SECURITIES— BONDS, 

Brooklvn  6's 

Albany  6's,  1871-1881.. 
Cincinnati  6's 

St.  Louis....*'. 

Louisville  6's  1880 

Pittsburg  6'.-i,  lgt)9-l871 
New  York  7'8,  1857 


New  York  5's,  l858-'60 
New  York  5's,  1870-'75 
New  York  5's,  1890 
Fire  loan  5's,  1 
Philadelphia  6 
Baltimore  1870-90 
Boston  5's 


1886.... J 

?'s.  1676-'W. .... 


Erie  1st  morrgi^e,  7's, 


KAILROAD  BONDS. 


Erie  income  7's,  1855 

Erie  convertible  bonds,  Ts,  1871 , 

Hudson  Ri^i  1st  mon.,  Ts,  1869. 


106 

J.. ..1074 

J....   103 

99* 

98| 

103| 

ioe 

.\...I03 

1 104 

.....10> 

•••••••    Loo*. lUO 

I.. ..107 

lOS 


186* 


.117 


Erie  2d  mo/tga^e,  7's,    859 ! 110 


103 
103 

,,      ,        1094 

Hudson  River  2d  mortj,  7's,  1860 101  i 

New  York  and  New  I|aven  Ts,  1861 105 


Reading  6'b    1870 
Reading  marigage,  6's 
Michigan  ^ventrdl,  con 


9I| 

1860 964 

Jvertible,  8'8,  1860 llOf 

Michigan  Southptn,  Ts,  1860 101 4 

Cleveland,  Col.  aid  C  n.  Ts,  1859 123 

Cleveland  and  Piitsbuig  7's,  1860 102 

Ohio  an*l  Peiinsylvanii  7's,  1865 .....lOS 

Ohio  Central  7's,  1861| ♦....."  98 


RAILROlAD  STOCKS. 

[CORRECIED  FOR  WEDNESDAY  OF  SACB  WEEK. J 


Jan 

Albany  and  S<  ;henectidy 113 

Boston  and  Maine...! 106 

Boston  and  Lowell  ..1 107 

Boston  and  Worcester 1 05 

Boston  and  Providenoe 9J| 

Baltimore  and  Ohio  .1 H54 

Baltimore  and  Susquehanha....  34 

Cleveland  andCoiumt»us 129 

Columbus  and  Xenial — 

Camden  and  Amboyl 150 

Delaware  and  Uudscii  (canal)..  130 

Eastern J./ 100 

Erie J 93| 

FallRiven. — 

Fitchburgh , 1034 

Georgia , — 

Georgia  Central....  , — 

Harlem ..., 72 

"      preferred 115 

Hartford  and  New  Haven 1 2J 

Uousatonic  (prefernd) 35 

Hudson  River 754 

Little  Miami 120 

Long  Island | 31 4 

Mad  River bU 

Madison  and  Indian^pulis ....'..'  Ill 

Michigan  Central. .[ 1034 

Michigan  Southern  i 125 

New  York  and  New;  Ha ven ....  1 1 7   ' 

New  Jersey i32 

Nashua  and  Lowell.!....  .....*[  — 

New  Bedlord  and  Tfeunton 117 

Norwich  and  Worcester [  53^ 

Ogdcnsburgh J. \  3O4 

Pennsylvania J 49| 

Philadelphia,  Wilmfgton  4  Bait.  374 

Petersburg — 

Richmond  and  Fredericksburg!!  105 

Richmond  and  Peietsburg 35 

Reading J \     g^ 

Rochester  and  Syracuse !!!l25 

Stonington ^ !   57| 

South  Carolina !!   122| 

Syracuse  and  Utica !!!l334 

Taunton  Branch..  !ii5 

Utica  and  Schenectidy !!l45 

Vermont  Central !   I8f 

Vermont  and  Massachusetts...!  20 

Virginia  Central..). 40 

Western L 102 

Rklei^h 57i 


Jan.  13. 
119 
I05i 
106 
1034 

914 

98 

34 

130 


130 
964 
924 


Wilmington  and  Rkleigh 


103 


721 

1!5 

129 
35 
76i 
liU 
31 
99 
111 

I06| 

194 

117 

1 33 

117 
544 
30| 
49| 
.S^| 

105 
35 

67 
135 

:.7 

I22| 
loQ 
115 
155 

194 
22| 

40 

1004 

574 


RalI|oa«l    Ijantems. 

Our  readers  will  find  an  advertisement  ot  t^ety 
variety  uf  railroad  tiUtems  in  another  paf« 
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Railroads  In  T«xaa. 

The  state  ol  Teias  has  been  loo  recently  settled 
to  allow  time  for  theconstru<'tion  ofexteosire  lines 
of  railroad.  It  must,  however,  soon  becom*  an  ac- 
tive theatre  (or  the  progress  of  these  works,  which 
are  not  only  very  much  needed,  but  for  which  the 
topographical  features  of  the  state  are  favorable. 
The  surface  of  the  greater  part  of  it  consists  of  lev- 
el, open  prairies,  which  can  be  prepared  for  thesu 
perstructure  of  railroads  at  a  slight  ex|^nse.  The 
»oil  is  of  great  fertility,  capable  of  producing  large 
quantities  of  sugar  and  cotton,  which  must  ulti- 
mately be  forwarded  over  railroads  to  market  from 
the  absence  of  navigable  rivers. 

The  most  prominent  projects  at  the  present  time, 
occupying  the  attention  of  the  people  of  this  state, 
are  the  proposed  road  from  Galveston  to  Red  Riv- 
er, and  the  extension  westward  of  the  New  Orleans 
and  Opelousas  railroad.  The  line  of  the  former  ol 
these  extends  from  Galveston  in  a  generally  north- 
ern direction,  between  the  Brazos  and  Trinity  riv- 
ers, to  the  Red  river,  which  forms  the  northern 
boundary  of  the  state.  It  will  be  about  four  hun- 
dred miles  long.  Through  its  whole  length  it  tra- 
verses a  fertile  region,  well  adapted  to  the  culture 
of  cotton.  This  part  of  Texas  is  entirely  wanting 
in  any  natural  outlet  for  its  protiucts.  It  already 
contains  a  large  and  thriving  population,  capable 
of  supplying  a  lucraiivL'  trallic  to  a  road.  Towards 
this  project  the  state  has  made  a  grant  of  land  equal 
to  5,000  acres  per  mile  of  road,  and  will,  if  neces 
sary,  extend  farther  aid.  These  lands  are  a  gratu- 
ity to  the  company  constructing  ine  road.  Mea- 
sures are  now  in  progress  which  will  probably  re 
suit  in  placing  the  whole  of  this  impor»nt  work 
under  contract.  When  completed  it  will  prove  of 
great  benefit  to  the  people  upon  its  route,  and  to 
northern  Texas;  will  add  a  large  area  to  the  avail- 
able cotton-producing  district  of  the  South,  and  will 
greatly  increase  the  commercial  importance  of 
Galveston,  the  principal  seaport  of  the  state. 

The  other  work  referred  to  traverses  the  state 
from  east  to  west,  connecting  at  its  eastern  termi- 
nus with  the  yew  Orleans  and  Opelousas  ro&d.  The 
above  is  proposed,  not  only  as  the  outlet  for  the 
trade  and  commerce  of  the  central  portion  of  the 
state,  but  as  part  of  a  great  line  of  railroad  connect- 
ing the  Gulf  of  Mexico  with  the  Pacific.  It  is 
claimed  tl^at  through  Texas  is  to  be  found  the  ap- 
propriate line  for  such  a  work.  Should  such  prov« 
to  be  the  fact,  the  proposed  line  will  coincide  with 
the  route  of  the  national  road,  as  far  as  the  territo- 
ry of  Texas  is  concerned.  Apart,  however,  from 
all  considerations  of  its  becoming'  a  portion  of  the 
Pacific  project,  the  necessity  for  a  railroad  travers 
ing  the  state  from  east  to  west  is  so  urgent;  that  its 
speedy  construction  may  be  considered  certain. 

No  state  in  the  Union  is  m  iking  more  rapid  pro>- 
gress  than  Texas,  and  the  lapse  of  time  will  surely 
bring  with  it  all  the  improvements  we  find  in  older 
states.  The  value  of  such  works  is  fully  appreci- 
ated, and  there  is  every  disposition  to  encourage 
their  construction  by  liberal  grants  of  land,  of 
which  the  state  holds  vast  bodies.  The  only  re- 
maining work  in  progress  in  the  state  is  the  Buf- 
falo Bayou,,  Brazos  and  Colorado  road,  extending 
Irom  Harrisbure,  on  Buffalo  bayou,  to  the  Brazes 
river,  a  distance  of  thirty-two  miles.  The  object  of 
this  road  is  to  divert  the  trade  of  that  river  to  Gal- 
veston bay.  This  trade  has  already  become  im- 
portant, and  the  above  work  will  open  for  it  an  out- 
let in  a  convenient  direction  to  the  principal  sea- 
port of  the  state. 

There  are  numerous  other  projecu  eagagiog  the 


attention  of  the  people  in  various  portions  of  the 
state;  but  there  are  none,  except  those  described,  of 
which  the  direction  and  objecu  are  sufficiently  de- 
fined, to  fall  within  the  scope  ofthis  notice.  When 
the  great  area  of  Texas,  the  favorable  character  of 
its  territory  for  the  construction  of  railroads,  its  re- 
sources, and  the  dense  population  it  will  soon  con- 
tain, are  taken  into  consideration,  there  can  be  no 
doubt  that  it  will,  ere  long,  become  an  active  thea- 
tre of  railroad  enterprise  and  success. 

In  addition  to  those  named,  the  following  projects 
are  attracting  more  or  less  attention  throughout  the 
state,  viz : 

1.  The  Texas  Western  T&\ltoad,lo  ran  from  Cor- 
pus Christi  to  such  points  on  the  Rio  Grande  as 
may  be  deemed  expedient,  in  the  direction  of  £1 
Paso. 

2.  The  Goliad  and  Arkansas  Bay  railroad 

3.  The  Lavaca  railroad,  to  run  up  Guadulupe  val- 
ley. 

4.  The  San  Antonio  and  Mexican  Gvlf  railroad, 
to  run  from  sortie  point  on  the  coast  between  Gal- 
veston and  Corpus  Christi  to  San  Antonio. 

5.  The  Brazos  and  Colorado  railroad,  from  Aus- 
tin to  Galveston  bay. 

6.  The  Henderson  and  Burkvilk  road,  from 
Burkville  to  Henderson. 

7.  The  Vickshurg  and  Austin  city  road. 

8.  The  Vicksburg  arid  El  Paso  road,  in  about  22*^ 
latitude. 


Bfatar*:  ▼•.  Artlflclal  Routes  of  Commerce* 

In  examining  the  character  and  prospective  bu- 
siness of  roads  running  at  right  angles  to  the  par- 
allels of  latitude,  compared  with  those  following 
the  same  parallels,  some  marked  points  of  differ- 
ence are  found.  In  the  latter  case,  where  there  is 
no  variety  of  pursuits,  and  where  the  whole  popu- 
lation is  engaged  in  agriculture,  there  can  be  iitle 
or  no  local  traffic.  The  products  being  identical, 
a/^  the  surplus  is  the  same  in  kind.  But  upon  a 
route follu wing  a  meridian  of  longitude,  an  entirely 
different  rule  prevails.  Such  routes  traverse  re- 
gions abounding  in  a  diversity  of  productions,  all 
of  which  are  regarded  as  essential  to  the  wants  of 
every  individual  in  the  community.  Such  lines 
may  be  said  to  coincide  with  the  natural  routes  of 
commerce,  over  which  a  large  traffic  must  always 
pass,  although  the  territory  traversed  may  be  en- 
tirely devoted  to  agriculture.  The  grains,  pro- 
visions and  animals  of  the  north  are  wanted  by  the 
southern  States  engaged  in  the  culture  of  cotton, 
rice,  sugar  and  tobacco;  and  these  last-named  pro- 
<tucts  are  received  by  the  people  of  the  north  in  ex- 
change for  what  they  have  to  sell.  In  this  coun 
try,  therefore,  the  routes  running  east  and  west 
may  be  termed  the  artificial,  those  running  north 
and  south  the  natural  routes  of  commerce.  It  is 
this  fact  that  gives  particular  importance  to  the 
great  line  of  communication  which  it  is  proposed 
to  extend  from  the  Gulf  of  Mexico  to  the  lakes, 
thus  uniting  a  country  the  extremes  of  which 
abound  in  the  fruits  of  the  tropics,  and  in  the  pro- 
uucts  of  high  northern  latitudes. 

A  railroad  extendin;;  from  the  Gulf  of  Mexico 
constitutes  a  great  national  route  of  commerce,  and 
fuinishes  a  channel  of  distribution  over  the  whole 
country,  for  the  vas»  variety  of  products  of  the  re- 
gions traversed,  and  at  the  same  lime  constitutes 
an  outlet  fur  such  surplus  as  may  not  be  required 
for  domestic  consumption.  Such  are  the  extent 
and  range  of  human  wants,  that  they  require  the 
whole  aggregate  production  of  every  variety  of  soil 
and  clitnate  for  their  supply,    Owiog  to  the  varie* 


\y  o{ climate,  this  country  is  capable  of  producing 
nearly  every  article  used  in  ordinary  consumption, 
and  an  abundance  of  all  that  are  of  primary  im- 
portance. Upon  the  completion  of  a  railroad  from 
the  Gulf  of  Mexico  to  Lake  Michigsn,  a  person 
living  midway  between  the  two  will  be  enabled  to 
have  his  table  daily  supplied  with  the  luxuries  of 
both  extremes — the  delicious  fruits  of  the  tropics, 
and  the  more  tempered  but  equally  valuable  pro- 
ducts of  northern  latitudes.  The  differences  of 
climate  will  then  practically  cease  to  exist.  The 
speed  of  the  railway  train  will  scatter  over  the 
whole  country,  freshly  plucked,  the  fruits  of  every 
latitude,  and  one  climate  will  practically  exist  for 
tUl,  in  the  possession  of  an  abundance  of  the  pro- 
ducts aieach. 

Extended  lines  of  railroads  are  equally  important 
in  another  point  of  view.  It  always  happens  that 
while  in  the  aggregate  there  is  an  abundance  of 
production  for  the  wants  of  all,  there  will  be  fail- 
ures of  crops  in  different  portions  of  the  country. 
Such  must  be  the  case  in  a  country  of  so  vast  an 
area  as  our  own.  With  ordinary  roads  only,  it  is 
found  impossible  so  to  distribute  the  surplus  pro- 
duced as  to  secure  abundance  at  points  where  pro- 
duction has  failed.  The  limit  to  economical  trans- 
portation over  the  ordinary  roads  is  measured  by 
a  few  miles.  The  greatest  extremes  of  want  and 
abundance,  therefore,  may  exist  in  adjoining 
States.  All  these  evils  are  remediable  by  railroads, 
so  that  they  will  not  only  secure  to  us  a  practical 
uniformity  of  climate,  but  of  seasons  also,  giving 
to  us  the  greatest  variety,  and  at  the  same  time  the 
greatest  certainty  of  uniform  supply. 


Boston  aud  Loiveil  Railroada 

ANNUAL  MEETING  OF  THE  STOCKHOLDERS. 

The  annual  meeting  of  th'e  stockholders  of  this 
road  took  place  at  Boston  on  the  6th  inst. 

The  annual  report  presented  to  the  meeting  states 
that  the  gross  receipts  of  the  year  ending  Nov.  30, 
1852  was  »388,108  37.  Of  this  sum  $230,938  42, 
or  59j  per  cent,  was  from  freight ;  and  S157,169- 
95,  or  40j  per  cent,  from  passengers.  The  expen- 
ses for  the  same  time  was  S255,293  33,  to  which 
must  be  added  the  balance  of  interest  account  (Sl,- 
934  00),  and  there  remains  as  the  net  profits  for  the 
yearSl30,88l  04;  or  7  15-100  per  cent  upon  the 
capital  of  $1,830,000  00. 

$254,891  70  or  65}  per  cent,  of  the  gross  income, 
has  been  derived  from  the  business  of  the  Lowell 
road;  and  $133,216  67, or  34J  per  cent,  of  that  in- 
come, from  business  done  in  connection  with  other 
railroad  companies. 

Of  the  income  from  the  Lowell  road  business, 
$127,659  05,  or  50  per  cent.,  has  been  from  passen- 
gers; and  $127,232  65,  or  50  percent.,  has  been 
from  merchandize;  while  of  the  income  from  bu- 
siness in  connection  with  other  roads  $29,510  90, 
or  22  15-100  per  cent.,  have  been  from  passengers, 
and  $103,705  77,  or  77  85-100  per  cent.,  have  been 
from  merchandize. 

The  gross  receipts  have  been  less  than  those  of 
the  previous  year,  by  the  sum  of  $21  044  51 ;  of 
which  decrease  $11,000  94,  is  from  the  Lowell  road 
proper,  (viz  :  $9,573  20  from  passengers  and  $1,- 
521  68  from  merchandise) ;  and  $9,944  63  from  the 
connecting  roads,  viz  :  $7,497  72  from  pa'«senger«, 
aud  $2,451  91  from  freight.  The  reduction  is  at- 
tributed to  the  diversion  of  business  from  the  road 
at  Manchester  and  Lowell.  In  reference  to  the  di- 
version at  Lowell  the  report  states  that  "  by  an  act 
passed  at  the  last  session  of  the  Legislature,  all  re- 
strictions against  the  connection  of  t^e  Salem  and 


v^ 


:^r 


AlftftftlrCAllr    RAlLlloAI>    JblTRNAL. 


43 


which,  miih  ihe  estimate  tor  December,  will  swell 
the  ag^iegate  to  about  ninety  thousand  dollars.  To 
this  sum  may  be  added  three  thousand  dollar*  lor 
water-rint!> ;  which  will  give  the  gross  revenue 
lor  the  year.  The  whole  tonnage  of  all  articles 
iransporteil  for  various  distances  from  January  to 
Decemlier,  was.  ascending,  13  548  tons,  descending 


Lowell  and  the  Bi^ton  and  Maine  roads,  at  Wil- 
mington, were  conditionally  removed;  and  passen- 
gers and  freight  have  been  carried  by  that  route 
between  the  cities  of  Boston  and  Lowell,  without 
change  of  cars,  since  the  first  of  July  last.  A  suit 
has  been  commenced  against  the  three  companies, 
whose  roads  conititu.e  this  new  line,  for  this  in- 
fringement of  the  rights  secured  by  the  charter  of 
this  corporation. 

The  expenses  ot  the  year  are  $11,744  49  less 
than  the  previous  year. 

During  the  past  year  two  large  expenditures 
have  been  undertaken.  A  Machine  Shop,  the  want 
ol  which  has  been  seriously  felt,  has  been  estab- 
lished at  East  Cambridge,  where  all  repairs  of  en- 
gines and  cars  will  hereafter  be  made.  Also  a  new 
passenger  house  at  Lowell.  A  table  of  receipts 
since  1835  is  appended  to  the  report.  In  I?35  they 
were  «64,654  39.  In  1848  they  reached  461,339  35. 
The  largest  year  of  net  profits  was  in  1847,  (195,- 
147).  The  debt  of  the  road  is  $65,000,  of  which 
$25,000  is  payable  on  demand,  and  the  remainder 
in  1856. 

The  number  of  passengers  carried  in  the  cars 
was  541,531.  Number  of  tons  of  merchandise 
246,330. 

The  old  Board  of  Directors  was  unanimously 
re-elected  as  follows  :  Wm.  Sturgis,  Joseph  Tilden, 
Geo.  W,  Lyman,  Eben  Chadwick,  Isaac  Hinckley. 


Chleago  and  Rock   IbIkuiI  Railroads 

The  report  of  the  chief  engineer  of  this  road, 
Wm.  Jervis,  Esq.,  dated  20lh  December,  1852,  in- 
dicates the  progress  and  the  present  condition  of 
the  work. 

The  following  are  the  amounts  estimated  tocoo- 
tracters  after  deducting  twenty  per  cent. 

Ist   estimate,  April  first S58,400 

May  first 25  600 

June  first 33,600 

July  first 116,000 

Aug.  first 190,400 

Sept.first 107200 

Oct.  first 176,000 

Nov.first 222,400 

Dec.  first 184,000 


« 


$1,113,600 
Per  centage  retained 278,400 


Total  amount  of  work  done $1,392,000 

The  total  quantity  of  rails  delivered  at  Chicago, 
amounu  to  10,507  tons  of  2000  pounds,— sufiicient 
to  complete  the  track  to  Peru  with  the  necessary 
side  tracks  at  the  stations.  The  track  was  laid  to 
Joliet,  40  miles  on  the  9thof  Oct.  last.  Trains  have 
run  regularly  since  the  18lh  October.  Between 
Joliet  and  Peru  the  grading  is  completed  with  the 
exception  of  nine  thousand  feet  in  detached  places, 
mostly  light  work,  and  the  superstructure  of  twen- 
ty-five bridges,  all  small,  with  the  exception  of  the 
one  over  the  Peccumsagsan,  one  span  of  100  feet 
and  the  Vermillion  two  spans  of  one  hundred  teet 
each.  The  timber  for  nearly  all  the  unfinished 
bridges  is  framed  and  on  the  ground. 

The  track  was  laid  at  the  date  of  the  report  11 
miles  beyond  Joliet,  and  a  detached  line  of  6  miles, 
leaving  six  miles  which,  when  closed  will  make  a 
connected  line  from  Chicago  ol  63j  miles. 

Between  Peru  and  Rock  Island,  the  grading  has 
been  commenced,  and  active  operations  are  in  pro- 
gress. On  the  1st  December  last,  seven  miles  ol 
grading  had  been  finished.  The  bridge  at  Rock 
river  was  commenced  early  in  the  season,  and  the 
two  abutments  and  four  piers  completed  and  the 
touodatioo  for  the  fifth  pier  put  io,  leaving  the 


foundations  lor  the  sixth  and  st  veuih  pieri^and  ma- 
sonry for  three  piers  to  be  buiit  next  season. 
Equipments  have  been  delivered  as  follows: 

3  Engines. 

4  Passenger  cars. 

6  Freight        '■    covered. 
24         '  "    open. 

12  Gravel 

5  Hand  repairing  cars. 

A'l  the  station  builJings  between  Chicago  and 
Joliet  are  in  progress.  The  wharf  on  the  south 
branch  of  Chicago  river  in  front  of  the  depot  ground 
has  been  completed.  An  engine  house  sufficient  to 
store  ten  engines  is  nearly  ready  for  the  roof. 

The  walls  of  the  blacksmith  shop  are  up  and 
those  of  the  machine  shop  and  car  shop  have  b;en 
commenced. 

At  Joliet,  a  passenger  house,  35  by  50  has  been 
built,  nnd  timber  prepared  for  a  (reight  house.  The 
timber  is  also  framed  for  all  the  intermediate  sta- 
tion buildings  between  Joliet  and  Chicago. 

Fencing  has  been  done  along  the  line  between 
Chicago  and  Joliet,  and  a  proposition  has  been 
made  for  the  balance  of  fence  through  to  Rock  Is- 
land. I 

The  following  are  the  quantities  of  land  taken 
in  the  several  counties  for  the  right  ol  way  and  sta- 
tion grounds. 

Cook  Connty 25  23  miles.  293.80  acres. 

Will        "  24.71  "  31359  " 

Grundv    "  20.21  "  266.96  '• 

La  Salle  "  31.51  "  41149  " 

Bureau    '•  40.61  "  58721 

Henry      "  27.71  "  33586  "' 

Rocklsl.  "  .10  90      "  132.36  "* 


180.88  2,341.37 

Extra  for  station  grounds 149.00 


Total  land 2,490  37 

It  is  anticipated  that  the  road  will  be  opened  to 
Ottawa  by  the  first  of  February,  and  to  Peru  by  the 
1st  of  March  next. 


Maryland  • 

The  following  items  of  general  interest  are  taken 
from  the  message  of  Gov.  Lowe  of  Maryland.  The 
financial  condition  of  the  Slate  is  thus  exhibited : 

The  whole  amount  in  the  jTreasury,  during  the 
last  fiscal  year  (exclusive  of  jthe  sum  of  $199,442- 
62,  received  for  and  credited  to  the  use  ol  the  sev- 
eral funds.)  was  $1,530,911;  the  expenditures 
were  $1,360,458  72,  and  the  balance  in  the  Treasu- 
ry, at  the  close  of  the  year,  was  $170,462  28.  Dur- 
ing the  same  period  $30,000  of  the  matured  public 
debt  were  paid;  and  $343  68S  42  were  applied,  in 
pursuance  of  the  provisions  of  the  General  Appro- 
priation Act  of  the  last  session,  to  the  augmenta- 
tion of  the  Sinking  Fund.  II,  therefore,  you  take 
the  last  two  sums  from  the  account  of  expenditures, 
and  add  them  to  the  balance  in  the  Treasury  above 
shown,  you  will  find  that  the  actual  surplus  reven- 
ues of  the  year  amounted  to  the  sum  of  $543,540  - 
70,  after  disbursing  the  sum  of  $677,456  30  in  pay- 
ment of  the  current  interest  on  the  public  debt,  and 
the  further  sum  of  $309,914  for  all  other  purposes. 

The  total  debt  of  the  State  is  set  down  at  15,260 - 
66b  less  the  amount  in  tha  Sinking  Fund  which  on 
1st  of  Dec.  last  was  $2,728,075. 

During  the  past  fiscal  year,  the  Washington 
Branch  paid  to  the  State,  on  account  ot  dividends, 
the  sum  of  $44,000,  being  the  same  as  that  of  the 
year  previous;  and  it  aUo  paid,  on  account  of  cap- 
itation tax,  $59  826  69,  showing  an  increase  over 
the  year  previous  of  $2,602  86:  over  the  year  1850, 
at  $7.304  72;  and  over  the  year  1849,  of  $7,806- 
92;  which  indicates  the  permanency  of  that  souice 
of  the  revenues  of  the  State,  llow  far  it  may  be 
considered  gord  policy  to  continue  thi.-.  tax,  will 
hereaftar  become  a  question  worthy  of  considera- 
tion. 

The  tolls  collected  from  the  first  of  January  to 
the  thirteenth  of  November,   1852,   on  the  Chesa- 

pealfe  and  Ohio  Canal   araount  to  $78.48(i55; 


127,447 


tons:  which,  with  the  estimate  for  Decem- 


ber, will  show  an  aggregate  of  16l>,000  tons  for  the 
year. 

The  receipts  for  tolls  on  the  Susquehanna  and 
Tide  W  ater  Canal  for  the  year  past  will  not  vary 
much  from  that  ol  the  year  previous,  whea  it  a- 
mounteil  to  $164,446. 

Durir  g  the  past  fiscal  year  the  Baltimore  and 
Susquelanna  road  has  paid  the  State  $60  000  and 
since  ii:  close  $25,000  more.  During  the  past  two 
years  fo  ir  hundred  tons  of  new  rails  have^been  laid 
on  this  load.  The  Governor  considers  thai  the  re- 
lations t  le-e  works  sustain  to  the  financial  resour- 
ces of  ti  e  State  are  decidedly  favorable. 


FtaaMces  •r  KIltMoia. 

The  1  inancial  condition  of  Illinois  is  contained 
in  the  Message  of  Gov.  French  of  that  Sute. 

Durinig  the  last  years,  the  yearly  increase  in  the 
amount  of  revenue  received  into  the  treasury  has 
been  vei  y  large,  by  far  exceeding  the  expectations 
ot  those  who  have  had  their  attention  more  imme- 
diately (i reeled  to  this  subject.  That  this  increase 
will  be  much  greater  for  the  future  may  be  most 
confidently  expected.  The  mill  and  a  half  tax, 
which  a  exclusively  appropriatea  to  interest  pur- 
poses, ataiounti'd  in  1847  to  $'38  309  64.  while  in 
1851  it  liad  increased  to  $206,728.  The  two  mill 
ised  by  the  IStli  article  ot  the  constitution, 
849,  $210,865  50:  in  1851  it  amounted  to 
35,  showing  an  increase  of  revenue  of 
er  cent  for  the  last  two  years.  The  year 
taxable  property,  real  and  personal,  as 
to  the  Auditor  of  State,  amounted  to  $82,- 
In    1849,   it  announted  to  $105,432,752. 


tax,  imf 
was,  in 
$275,62') 
near  30  i 
1845,  tl 
returned 
327,105.1 


In  1851,  it  had  increased  to  $137,818679  30.  being 
an  iucrelase  of  the  taxable  property  of  the  Sute,  in 
two  years,  of  $32,000,000  or  30  per  cent  in  the  two 
years.  Applications  have  been  made  to  the  Audi- 
tor for  ttte  establishment  of  39  banks,  with  an  as- 
sumed capital  stock  ot  $8,460,000 ;  17  ol  this  num- 
ber have  deposited  securities  to  the  nominal  ami 
of  $1,649,100,  while  the  remaining  22  have  depos- 
ited no  securities  whatever. 

The  present  condition  of  the  State  debt  may  be 
stated  as  follows : 
Principal  debt,  funded  under  the  act 

of  I84T $5,771,959  74 

Interest  in  same  to  dale 1  ,HS6  ihJC  71 

Arreared  interest  funded 2.023  6i9  13 

Unfundnf  internal  improvement  bonds 

andscHp 397,480  00 

Interest  in  same 286,185  (iO 

Wiggins'   loan,   principal 

and  iriterest 172,000  00 

Liquidation  bonds 3(>3,358  79 

i  « 1 ,209,034  39 


From 
Amount 


hich  deduct — 

ew  internal  im-; 

prover*ent    stock,     etc., 

purchased  school  fund..  55,358  87 

ew  internal  im- 

enl  stock,  prinoi- 

interest,  taken 

up  andlcancelltd 172,825  Ih 

Amount  paid  on  principal 

two  mi  I  tax 650,080  00 

Amount   paid  on  interest 


10,837.539  97 


Amount 
provet 
pal 


mill  acd  a  half  tax. 


Principal 

Int.  on  s 

1853 


.495.000  00 


sa:n 


canal  debt ....  4,886,522  83 
c  upto  Jan.  4, 

2.873  299  23 


1,373,184  62 
9,401,355  35 


?,259,822  OC 


Aggregat !  debt $16,724,177  41 

The  la  ids  belonging  to  the  State,  exclusive  of 
canal  laoils,  and  which  now  await  the  action  of  the 
Le^islatu  e,  amount  to  1^4,269  56-100  acres,  which 
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on^ht  to  realise  the  S'.ate,  under  a  judicious  sale, 
not  less  tbaa  3750,000. 

Caloric  Ship  Erlcsaon* 

On  Tuesday  last  the  harbor  of  New  York  was 

the  scene  on  which  was  displayed  the   complete 

success  of  a  grand  application  oi  natural  powers 

to  the  purposes  of  navigation.    L«ss  than   half  a 

century  ago  the  trial   trip  which  marked  the  iri- 
.  umph  of  Fulton  in  thus  applying  steam  was  tried 

in  these  waters,  and  here  the  Savannah  and   the 

Sirias  at  subsequent  periods  attested  the  capacity 
of  the  same   power  to  propel  vessels  across   the 

ocean.    We  rejoice  that  this  event  has  taken  place 

here,  and  that  Capt.  Ericsson  the  inventor  of  the 

Caloric  Engine  has  been  enabled  to  add  this  me- 
chanical agent  to  those  already  under  the  control 

of  man,  by  the  assistance  of  the  m^chants  of  New 

York. 

At  half  past  nine  the  vessel  which  was  previous- 
ly lying  in  the  river  opposite  the  northern  line  of 

Ihe  Battery  was  put  in  motion  and  pro<"eeded  down 

the  bay.     At  15  minutes  past  ten  she  was  off  Castle 

William  and  at  45  minutes  past  ten  at  the  Narrows. 

After  proceeding  about  1|  miles  befbw  this  point 

the  Ericsson  was  put  about  and  proceeded  to  her 

mooring  ground  in  the  river  at  about  12,  having 

accomplished  a  distance  of  nearly  20  miles  in  about 

two  hours  and  a  half.  The  greatest  dumber  of  rev 

olutions  made  during  the  trip  was  ten  and  a  quar- 
ter in  a  minute,  and  the  greatest  speed  was  at  the 

rate  of  from  9  to  10  miles  per  hour.     During  the 

trip  the  steamship  Baltic   met  the  Ericsson   and 

salutes  were  exchanged,  while  in  the  minds  of  all  the 

parallel  between  the  two  engines — the  one  in  its 

full  perfection  and  the  other  but  in  infancy  could 

not  but  be  forcibly  presented. 

The  Ericsson  is  a  ship  of  2,200  -tons,  and  her 
hull  is  beautifully  modeled.  The  machinery  con- 
sists of  what  may  bs  termed  a  pair  j»f  two  single 
acting  Caloric  Engines,  one  in  front  and  the  other 
•baft  of  the  wheel-shaft  and   connected   with  it  by 

an  arrangement  of  levers,  connecting  rods  and  pis- 
tons as  in  some  forms  of  the  steam  engine.  The 
connecting  rods  of  both  engines  are  united  with 
the  same  crank,  and  form  with  each  other  an  acute 
angle  in  such  manner  as  that  the  weight  of  the 
pistons  alternately  in  their  descent  shall  be  employed 
in  assisting  the  other  while  passing  the  center.  The 

working  cylinders  are  four  in  number,  fourteen 
feet  in  diameter  and  having  a  stroke  of  6  feet.  The 
pistons  playing  in  these  cylinders  ha^e  a  superfi- 
cial extent  of  22300  inches.  Benealh'the  working 
cylinders  are  the  furnaces,  the  radiant  heat  from 
which  plays  upon  the  plate  forming  the  bottoms  of 
the  cylinders.  This  plate  is  of  iron  and  about  an 
ineh  and  a  quarter  thick.  Capt.  Ericsson  deems 
that  the  oxidation  will  be  but  slow,  and  that  the 
plate  will  last  at  least  four  years  before  they  will 
require  to  be  replaced,  a  longer  time  than  the  iron 
boilers  of  sea  going  steam  vessels  last.  These 
plates  can  likewise  be  coated  with  fire  brick  or 
some  similar  material  still  further  fb  diminish 
this  expense.  Above  the  working  cylinders  and 
connected  with  them  by  a  series  of  tubes  are  the 
supply  cylinders  or  force  air  pumps — the  diameter 
of  these  is  l\\  feet.  The  pistons  of  the  supply 
cylinders  are  connected  by  means  of  rods  so  that 
they  are  moved  by  and  through  the  same  distance 
as  the  pistons  in  the  working  cylinder.  By  them 
the  air  from  the  atmosphere  is  injected  when  the 
engine  is  working  into  the  larger  cylinder,  where  ]  chamber  of  iron  shaped  like  a  plano-convex  lens 
its  expansion  raises  the  piston   and  produces  the  the  plane  suriace  being  uppermoit  and  the  inlerven 


supply  cylinders  measures,  as  the  distance  they 
travel  is  equal,  the  expansion  of  the  air  due  to  the 
effect  of  the  heat. 

On  Ihe  under  side  of  the  pistons  in  the  supply 
cylinders  are  valves  opening  upwards,  through 
these  the  air  passes  durirg  the  descent  of  the  pis- 
tons, as  they  rise  the  air  is  forced  into  chambers  or 
reservoirs  over  the  supply  cylinders.  These  reser- 
voirs communicate  with  the  working  cylinders  near 
their  base  by  connecting  pipes.  Within  the  con- 
necting pipe  of  each  ol  the  four  engines  is  an  ap- 
paratus formed  of  iron  wire  1-lG  of  an  inch  in  di- 
ameter woven  into  a  web  six  fee  t  long  and  four 
wide.  The  meshes  or  openings  in  this  wire  net  are 
equal  to  the  superficial  space  occupied  by  the  wires 
themselves.  Fitty  such  thicknesses  of  wire  cloth 
are  placed  in  each  of  the  connecting  pipes  and 
through  them  the  heated  air  of  the  working  cylin- 
der passes  before  it  escapes  into  the  atmosphere. 
The  rapidly  cooling  properties  of  wire  gauge  were 
were  taken  advantage  of  by  Sir  Humphrey  Davy 
in  the  construction  of  the  Safely  Lamp  and  an  an- 
alogous employment  in  the  Caloric  Engine  by 
Ericsson  is  perhaps  that  which  ensures  its  econom- 
ical working  by  preventing  the  escape  of  the  air 
until  ii  has  rendered  up  nearly  all  the  heat  with 
which  it  is  charged  to  these  folds  of  metallic  wire. 
This  apparatus  is  called  the  regenerator.  The 
cold  air  from  the  supply  cylinder  and  reservoir  also 
passes  through  the  regenerator  and  takes  up  in 
turn  the  heat  from  the  surface  of  the  wires  that  has 
been  absorbed  by  them  from  the  previous  charge  of 
the  working  cylinder.  The  pressure  which  the  air 
is  intended  to  exert  in  the  working  cylinders  of  the 
engines  ol  the  Ericsson  is  12  poundi.  To  obtain 
this  force  it  is  found  necessary  to  heat  the  air  to 
384°  -){  Fahrenheit,  at  which  temperature  it  stands 
in  the  working  cylinder.  After  passing  through 
the  wires  of  the  regenerator  the  escape  air  issuing 
from  the  valves  of  the  connecting  pipe  is  only  30° 
warmer  than  ihe  surrounding  atmosphere. 

The  engine  is  started  by  pumping  air  by  hand 
into  the  working  cylinders  where  it  expands  until 
the  pistons  have  reached  their  topmost  limit,  then 
having  acquired  a  considerable  amount  of  heat  on 
the  descent  of  the  piston  it  passes  through  the  re- 
generators where  the  heat  is  deposited  lobe  render- 
ed up  to  the  supply  of  air  contained  in  the  reservoir. 
As  soon  as  the  first  cylinder  full  has  escaped,  the 
air  on  the  opening  of  a  suitable  valve  rushes  down 
the  connecting  pipe  and  through  the  regenerator 
taking  up  the  heat  there  stored  and  expanding  with 
the  additional  heat  derived  from  the  plate  at  the 
bottom  of  the  working  cylinder  so  as  to  fill  the 
cylinder  to  its  utmost  capacity,  driving  the  piston 
before  it  and  forcing  the  piston  of  the  supply  cylin- 
der along  while  condensing  in  the  reservoir  the  air 
which  is  next  to  be  used. 

Capt.  Ericsson  was  on  board  during  the  trip  and 
explained  to  the  company  who  consisted  for  the 
most  part  of  i^cientific  gentlemen  and  those  con- 
nected with  the  press,  the  various  parts  of  bis  re 
markable  inventinn. 

The  supply  ol  coal  sufficient  to  work  the  four 
cylinders  during  21  hours,  was  stated  to  be  from  5 
to  6  tons.  The  species  of  coal  used  is  anthracite 
and  the  radiant  heat  from  the  incandescent  fuel  is 
thrown  direct  on  the  bed  plate  of  the  working  cy- 
linder—which is  heated  up  to  a  low  brown  heat.— 
The    piston  of  the  working  cylinder  is  a  hollow 


mechanical  result  required.     The  difference  be- 
tween the  8re»  of  the  pistons  in  the  working  and 


ing  space  is  filled  in  with  charcoal  and  plaster  of 
Paris  to  prevei)t  as  far  sfi  possible  the  conduction 


of  heat  to  the  upper  surface.  The  packing  is  at 
the  lop  of  the  piston  and  being  defended  from  the 
heat  by  the  interposition  of  a  slowly  conducting 
stratum  as  well  as  being  at  its  lowest  point  about 
six  feet  from  the  bottom  of  the  cyhnder,  is  in  no 
danger  of  burning.  The  packing  of  the  working 
piston  is  lubricated  directly  and  the  workman  who 
performs  this  task  stands  on  the  top  of  the  piston 
while  supplying  oil  or  tallow  to  the  rubbing  sur- 
faces. On  this  piston  many  of  the  visitors  gather- 
ed and  were  enabled  to  take  a  ride  in  this  novel 
way. 

The  quantity  of  air  used  by  thevengines  working 
at  their  full  speed  of  13  revolutions  of  the  paddle- 
wheel  is  about  75  tons  in  an  hour,  and  this  draft  of 
air  can  be  so  arranged  as  to  effect  the  thorough 
ventilation  of  the  ship,  no  unimportant  considera- 
tion. 1  .;:.■'.;  ^.-c..^.: 

Capt.  Ericsson  has  had  many  difficulties  to  en- 
counter in  putting  his  plan  into  successful  opera- 
tion, but  that  has  now  been  accomplished.  The 
casting  and  boring  of  cylinders  of  such  large  di- 
mensions as  to  fit  engines  for  the  propulsion  of 
large  vessels  is  one  of  the  most  obvious.  Indeed 
the  buildersof  the  present  machinery,  Messrs.  Uogg 
&.  Delamater,  declined  to  undertake  the  task  of  cast- 
ing cylinders  of  more  than  14  feet  in  diameter,  they 
are  now  willing  at  their  own  risk  to  contract  for 
the  execution  of  cylinders  16  or  even  20  feet  in  di- 
ameter. Another  difliculty  consists  in  preventing 
leakage  at  the  valves  and  the  rivets  in  the  connect- 
ing pipe  and  its  junctions,  and  this  reduced  the 
pressure  during  the  trip  to  eight  pounds  instead  of 
12  pounds,  that  for  which  the  various  parts  of  the  en- 
gine are  arranged. 

The  results  oi  this  trip  are,  we  think,  a  demon- 
strated success,  the  question  of  economy  is  that 
which  must  ultimately  prevail  in  ali  mechanical 
questions,  and  here,  we  believe,  the  advantage  is 
obviously  in  favor  of  the  Caloric  over  the  steam 
engine.  An  element  still  more  important,  though 
less  regarded,  that  of  safety,  is  likewise  S'Ccured  by 
the  Ericsson  engine.  In  fact  we  can  hardly  con- 
ceive of  any  serious  accident  endangering  life  re- 
sulting from  their  use,  except  those  necessarily 
connected  with  the  motion  of  ponderous  machinery. 
Nothing  like  the  destruction  produced  by  the  ex- 
plosion of  a  boiler  can  happen,  and  all  must  exult 
at  the  success  of  an  invention  which  thus  tends  to 
the  preservation  of  human  life. 

The  name  of  Ericsson  will  be  handed  down 
among  those  of  the  great  inventors  whose  genius 
has  pushed  forward  the  bounds  of  human  art.  His 
invention  is  an  era  in  mechanics,  only  comparable 
to  tbat  of  the  illustrious  Watt.  We  do  not  bound 
its  applications  to  its  present  brilliant  success  in 
navigation.  The  Ericsson  engines  must  entirely 
supersede  the  steam  engine  in  work  shops  and 
manufactories,  and  we  doubt  not  if  it  would  not  be 
proper  in  view  of  their  safety  to  prohibit  the  use  of 
steam  engices  within  the  limits  of  a  city.  Erics- 
son has  chained  the  vkirltoind  the  myth  of  Ulysses 
and  the  imprisoned  winds  has  been  realized  in  the 
cylinders  of  the  new  ship  which  the  otherday  cross- 
ed over  the  waters  of  the  bay  of  New  York.  While 
thus  according  the  palm  of  mechanical  genius  to 
Ericsson,  we  must  not  forget  the  liberal  encourage- 
ment he  has  met  with  from  those  who  have  advanc- 
ed means  to  him  to  make  this  costly  experiment. — 
Mr.  John  B.  Kiiching,  a  merchant  of  this  city,  and 
Mr.  Edwin  B.  Stoughton,  a  lawyer,  have  been  the 
most  prominent  of  those  who  have  aided  the  inven- 
tor with  money  and  advice.  Mr.  Hutchinson,  also 
a  merchant,  has  given  material  aid.    They  have 
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their  reward  in  being  associated  with  one  of  the  fin- 
est discoveries  of  the  age. 

gctiaylktll    Na-vlKiiUon   Company**   Report* 

The  Schuylkill  Navigation  company  has  made 
public  its  regular  annual  report.  The  coal  tonnage 
for  the  year  is  800,428  tons,  the  revenues  on  which 
averaged  52  cents  per  ton,  giving  an  aggregate  of 
$416,954.  The  miscellaneous  tonnage  as^cending 
and  descending  amounted  to  274,661  tons,  yielding 
a  revenue  of  866,840  80,  making  with  th«?  income 
Irom  water  rents  and  real  estate,  a  total  revtnue 
lor  the  year  of  S5M,527  81.  The  charges  against 
this  income  have  been  for  current  expenses,  sala- 
ries, etc.  $184,313  51  and  for  interest  on  loans 
£99,417  36,  making  a  total  of  expenditures  ot  $383,- 
730  87,  leaving  a  balance  ol  $127,796  94  Ol  this 
balance,  $44,322  03  have  been  appropriated  for  the 
construction  of  additional  landings,  and  $36,550  79 
appropriated  to  complete  the  payment  of  the  debt 
contracted  for  the  repairs  of  the  canal  after  the  floods 
of  1850. 
The  total  liabilities  of  the  company 

are $10,397,496  12 

The  increased  tonnage  over  the  greatest  tonnage 
in  any  previous  year,  is  215,346  tons.  The  offer  of  a 
series  of  moderate  premiums  to  the  boatmen  for 
dispatch,  and  the  general  prosperity  and  activity 
of  the  coal  trade,  have  doubtless  contributed  to  tnis 
gratifying  result.  The  number  of  trips  made  by 
each  boat  has  been  largely  increased,  and  in  some 
cases  more  than  doubled'  The  circular  trip  be- 
tween Poitsville  and  New  York  and  back  has  been 
made  in  less  than  eight  days,  and  tnat  between 
Pottsville  and  Philadelphia  in  less  than  five  days. 
For  the  accommodation  of  any  increase  in  the  coal 
tonnage  ot  1853,  contracts  have  been  made  for  an 
additional  number  of  cars  and  boats.  The  propo- 
sed increase  of  cars  and  boats  is  equal  to  about 
900,00J  tons  of  coal,  and  from  the  present  indica- 
tions of  the  trade,  that  quantity  may  be  lairly  esti- 
mated as  to  be  carried.  There  has  been  a  remark- 
able exemption  from  even  ordinary  accidents  and 
detentions  in  1852.  It  has  not  been  deemed  neces- 
sary to  limit  the  draught  of  water  for  the  boats  be- 
low five  feet  lour  inches,  except  for  a  few  days. — 
For  more  than  half  of  the  season,  five  feet  6  inches 
have  been  the  usual  draughts  of  the  boats.  The 
dams  and  mechanical  structures  generally  are  in 
good  condition  and  tight.  The  navigation  was 
opened  on  the  6th  of  March,  1852,  in  the  midst  ol 
ice,  which  was  speedily  removed  by  drawing  down 
and  refilling  the  levels,  and  thus  causing  strong 
currents  ol  water  to  be  passed  through  them.  Un- 
der this  proceis,  ice  of  trom  10  to  12  inches  in 
thickness  disappeared  within  forty  eight  hours.  The 
line  was  closed,  lor  the  purpose  of  making  the  or- 
dinary repairs  on  the  first  of  January,  1853,  giving 
the  largest  business  season  on  record. 

'   "  ;  iniasourl. 

Iron  Mountain  Railroad. — A  meeting  was  held 
on  the  20th  ult.,  at  Hilisboro',  Jefferson  Co.,  Mo., 
for  the  purpose  of  advancing  the  construction  of  a 
road  direct  between  Hi.  Louis  and  the  Iron  Moun- 
tain. The  report,  which  was  passed  by  the  meet- 
ing, concluded  by  asserting  that  the  road  on  the  di 
rect  route  will  be  between  twenty  and  thirty  miles 
shorter  than  that  of  the  branch  which  is  to  connect 
with  the  Pacific  railroad;  that  it  will  be  over  a 
surface  incomparably  superior  lor  the  construction 
of  a  railroad,  and  necessarily  at  a  less  cost.  The 
position  is  proven  by  the  estimates  for  the  first  20 
miles  of  the  Pacific  railroad,  and  the  like  number 
from  St.  Louis  on  Capt.  Barney's  survey  south  on 
the  west  bank  of  the  Mississippi — the  latter  to  cost 
less  by  $150,000  for  the  first  20  miles.  Resolutions 
were  passed,  requesting  the  Legislature  to  vote  for 
a  loan  of  the  credit  of  the  State  to  build  such  a 
road,  and  that  the  County  Court  of  Jefferson  Co. 
be  requested  to  subscribe  on  behalf  of  the  county  to 
the  stock  of  an    independent    railroad,  from  St. 

j  Louis  to  the  Iron  Mountain,  the  sum  of  $50,000, 
provided  the  road  runs  through  the  county  on  the 

[most  direct  and  practicable  route. 


Sapplemental  Act  to  the 
General  flallroad  Law  of  Indiana. 

The  following  is  an  actsuppleraenial  to  the  gen- 
eral railroad  law  of  Indiana  which  we  published 
last  week.    It  was  passed  June  18,  1852. 

Section  1.  Be  it  enacted  by  the  General  Assembly 
of  the  State  of  Indiana,  That  nothing  in  said  act 
shall  be  construed  to  grant  the  power  to  any  rail- 
road company  that  may  be  organized  under  the 
provisions  of  this  act,  to  cross  or  intersectany  rail- 
road now  in  course  of  construction,  within  forty 
miles  ot  its  terminus,  where  such  terminus  is  with* 
in  the  corporate  limits  of  a  city  in  this  State,  situ- 
ate on  a  navigable  stream,  within  two  miles  of  the 
boundary  lines  of  two  adjoining  states,  except  with- 
in the  corporate  limits  ot  such  city. 

Sec  2.  The  previsions  of  this  act  shall  not  be  so 
construed  as  to  affect  in  any  manner,  whatever,  the 
construction  of  any  railroad  by  any  company  at 
any  time  heretofore  incorporated  under  any  act  ol 
incorporation  passed  by  the  general  Assembly  of 
the  State  of  Indiana,  upon  the  route  designated  in 
the  act  of  incorporation,  or  in  anywise  to  impair 
the  rights  ol  such  company,  or  to  prevent  or  hinder 
the  construction  of  any  railroad  having  both  of  the 
terminations  thereof  within  the  limits  of  this  ^taie, 
and  not  forming  a  regular  connection  with  a  rail- 
road leading  directly  to  some  city  situate  upon  the 
Ohio  river  beyond  the  limits  of  the  State. 

Kentuckjr. 

MaysvUle  and  Big  Sandy  Railroad. — Mr.  Childe, 
Chief  Engineer  ot  the  Maysville  and  Big  Sandy 
railroad,  has  organized  a  party  to  locate  the  line  oi 
the  road  between  Maysville  and  Springville,  oppo- 
site Portsmouth.  He  is  now  at  Spiingville,  at 
which  point  the  work  of  location  will  commence 
and  proceed  down  to  Maysville.  The  company 
will  be  prapared  to  put  the  graduation  and  mason- 
ry under  contract  as  soon  as  the  locating  party 
shall  have  prepared  the  line. 

Maysville  and  Lexington  Railroad. — This  com- 
pany are  still  vigorously  prosecuting  the  gradua- 
tion and  masonry  of  their  line,  having  a  heavy 
force  ot  workmen  employed.  They  have  been  for- 
tunate in  the  sale  of  all  the  county  and  corporate 
bonds,  as  we  are  assured  by  the  President,  Mr. 
Waller,  who  has  just  returntd  from  New  York,  as 
first  rate  prices,  and  are  now  in  possession  of  ample 
cash  funds  to  push  forward  their  work  with  increa- 
sed and  unusual  vigor.  They  have  purchased  all 
their  rails,  chairs,  spikes  and  machinery,  at  prices 
considerably  below  the  present  market  rates;  and 
have  contracted  for  laying  the  entire  track  or  su- 
perstructure between  Maysviille  and  Lexington. 
That  portion  of  the  road  lying  between  Paris  and 
Lexington  will  be  completed  and  in  running  order, 
with  all  tne  necessary  engines  and  cars  in  Jujy 
next;  between  Pans  and  Millersburg,  and  betwee  n 
Maysville  and  Johnson,  in  September  next ;  and 
the  remaining  gap  between  Johnston  and  Millers- 
burg early  in  the  spring  ol  1854.  Mr.  Waller, 
during  his  late  trip  East,  purchased  three  more 
Locomotives,  making  five  in  all,  and  s«>cured  them 
at  the  cost  of  engines  before  the  late  rise  in  iron. — 
Maysville  Eagle. 

'  Easton  and  Water  Gap  Railroad. 

At  a  meeting  of  the  stockholders  of  the  Philadel- 
phia, Easton  acd  Delaware  Water  Gap  railroad 
company,  held  recently  in  Philadelphia,  the  follow- 
ing gentlemen  were  elected  as  oflicers  for  th»>  en- 
iuing  year: 

President — Thos.  S.  Feraoa. —  Directors. — Isaac 
S.  Waterman,  John  Welsh,  Jr.,  Chas.W.  Church- 
man, J.  Gillingbam  Fell,  John  Jordan,  Jr.,  Isaac 
R.  Davis,  Jacob  M.  Thomas,  C.  Heniy  Fisher, 
Jas.  Traquair,  John  O.  James,  John  Ely 
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Otoie  RaUroad*. 

We  lekm  that  the  railroads  radiating  from  Cin- 
cinnati 1  avc  not  sustained  so  much  damage  as  was 
aniicipaied  from  the  recent  floods.  Mr.  L'Uomme- 
dieu,  the  president  of  the  Cincinnati  and  Dayton, 
Mates  that  the  injur}  to  the  road  is  far  less  than  he 
had  any  reason  to  suppose,  and  it  can  all  be  repair- 
ed for  less  than  five  thousand  dollars.  The  com- 
pany have  now  been  able  to  asceruin  the  points  on 
the  road  most  exposed  to  danger  from  high  water, 
and  to  successfully  protect  them  in  future.  There 
are  seveial  points  which  will  require  strengthen- 
ing by  slope  walls;  and  when  this  is  done,  there 
will  be  nio  apprehension  of  any  further  interrup- 
tions in  toe  business  of  the  road,  in  consequence  of 
sudden  a|id  extraordinary  floods  in  the  streams  is 
its  vicinity. 

Tue  only  material  damage  sustained  on  the  Day- 
ton and  Western  road  was  the  partial  destruciioa 
of  two  bridges  over  Wolf  Creek.  These  are  near- 
ly repairekl,  and  in  a  day  or  two  the  trains  will  para 
over  the  cfntire  line.  They  are  now  running  regu- 
larly to  Within  two  miles  of  the  city,  liom  which 
point  pas4eDgcrs  are  brought  in  by  omnibusses. 

The  Greenville  road,  from  the  Junction  north, 
includinglihe  section  between  Greenville  and  Union 
escaped  Without  any  injury  whatever. 

The  Mad  River  road,  between  Cincinnati  and 
Spriugflell,  has  been  repaired  and  is  in  running  or- 
der. 


Ilallroad  to  liakc  Superior. 

We  leaim  from  the  Pittsburgh  Gazette  that  an 
application  is  about  to  be  made  to  Congress,  urg- 
ing a  graijt  of  land  to  aid  in  the  construction  of  a 
proposed  railroad  to  the  Copper  mines  of  Lake  Su- 
perior, conuiencing  at  PoDtiac,  in  Michigan,  to 
which  point  there  is  low  a  railroad  in  operation 
from  Detriit.  The  route  from  Pontiac  is  by  way 
of  Flint  in  Genesee  county,  to  Marquette  Bay,  in 
the  county^  of  Mason  ;  and  Irom  Manitowoc  on  the 
opposite  snore  of  Lake  Michigan,  in  Wisconsin,  to 
Kewana  Fniut  on  Lake  Superior,  with  a  branch  to 
the  Ontonagon,  and  a  branch  to  Iron  Bay,  and  near 
the  mouihj  of  Chocolate  river.  The  distance  is 
stated,  in  oirect  lines,  as  follows  : 

Detroit  to  Puntiac,  now  railroad 25  miles. 

Pontiac  to| Marquette IbG      '" 

Marquette  lacross  the  Lake  to  Manitowoc  60     " 
Maniiowoa  to  Kewana  Point IM     " 

J  467  miles. 

Branch  to  Iron  Bay 60     " 

Branch  to  Ontonagon 40     " 


Total.] 5t;7  miles. 

.  After  Icalving  Flint,  31  miles  Irom  Pontiac,  the 
route  striken  the  public  lacds,  which  continue  liie 
whole  way  Ito  Marquette  Bay,  l'>5  miles.  On  the 
opposite  sidle  of  the  lake,  from  Manitowoc  to  Green 
Bay,  37  miifes,  there  is  not  much  Government  land  j 
but  from  thi;  latter  point  to  Ltaire  superior,  all  the 
land  beloDgii  to  Government,  except  what  has  been 
taken  up  by  miners. 


Disasters  on  the  IVestem  IVaters  Aurlmg 
ttkt)  year  I85S. 

We  learnfrom  the  Louisville  Courier  that  there 
were  destroyed  on  the  Mississippi  and  its  iributa- 
These,  says  the  Commeicial  Register,  are  of  our  I  ries  during  (he  last  year  78  steamboau  4  targes, 
ablest  and  best  citizens,  and  show  that  the  road  is  !7S  coal  boats,  32  salt  boats,  and  4  other  flat  boats, 
in  excellent  hands.  A  second  corps  of  engineers  }  u  appears  that  48  boats  were  lost  by  being  ^nagged, 
will  be  put  on  to-day,  and  the  heavy  work  of  the  |  ig  by  explosions,  41  were  burnt,  and  theothsrs  lost 
line  will  be  begun  early  in  the  spring.  We  hail  j  by  collision  |ind  other  mishaps.  The  greaternum- 
this  movement  as  one  calculated  to  benefit  Phila-  ber  of  the  flat  boats  were  destroyed  by  the  breaking 
delphia,  and  hare  confidence  in  lu  early  comple-  up  of  the  ic*  last  winter,  and  the  number  of  live« 
^»**'*'  *  j  lost  is  upwaMs  of  four  hundred, 
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The  lullowiDg  extracts  on  the  finances  and  stat- 
istics of  Pennsylvauia,  are  taken  fiom  the  message 
of  Gov.  Bigler,  of  that  slate :  | 

The  receipts  of  the  Treasury  during  the  late  iSv 
cal  year,  exclusive  of  the  proceeds  of  loans,  am- 
ounted to  the  gross  sum  of  S4  5G1,885  50,  which 
amount  added  to  the  balance  in  the  Treasury  on  t^e 
first  of  December,  1831,  (leaving  out  the  unavaila- 
ble means  which  only  serve  to  confuse  the  accou.it) 
makes  the  total  ordinary  means  of  the  treasury  for 
the  year,  S5,104,424  71.  The  payments  exclusive 
of  the  cancellation  of  state  stock— the  appropria- 
tions to  the  North  Branch  canal  and  the  Portage 
railroad,  amounted  to  the  sum  of  $4,1 2i> '262  49,  be- 
ing dy76,o02  12  less  than  the  receipts.  Of  this  ex- 
cess, however,  the  sum  of  4304,024  96  wasapplied 
to  the  completion  of  the  Western  reservoir— to  re- 
laying the  north  track  of  the  Columbia  railroad, 
and  to  other  extraordinary  repairs  on  the  public 
works,  leaving  an  actual  available  balance  in  the 
treasury  on  the  firstday  of  December,  '52,  of  $671,- 
037  72.  But,  it  must  be  observed,  in  order  to  a 
correct  comprehension  of  the  relative  condition  of 
the  treasury,  that  the  unpaid  balances  of  appropri- 
ations for  '51,  amount  to  $621, 338  95,  whilst  tho^e 
of '52  only  reach  the  sum  of  $529,801  14,  showing 
a  difference  iafavorof  the  latter  year  of  near  9i00,- 
000. 

The  receipts  for  the  current  year  are  estimated  at 
$4,626,500  and  the  expenditures  at  $4,028,670. 

The  Governor  recommends  the  passage  of  a  laV 
authorising  the  cancelment  of  the  old  five  per  cent, 
bonds,  and  the  creation  of  new  ones  free  of  taxa- 
tion with  coupons  attached,  bearing  five  per  cent, 
interest,  on  which  not  less  than  5}  per  cent,  of  a 
cash  premium  is  to  be  paid. 

The  receipts  from  the  public  works  for  the  fiscal 
year  of '52,  as  appears  in  the  report  ot  the  Canal 
commissioners,  amounted  to  the  sum  of  $1,896,811 
42,  and  the  ordinary  expenditures  for  the  same  pe- 
riod, to  the  sum  ot  $1,029,341  23,  leaving  a  netre- 
venue  to  the  state  of  $867,470  19.  ^ 

The  messsage  contains  a  summary  of  the  am- 
ounts of  production  in  the  principal  articles  as 
shown  by  the  census  returns. 

The  population  numbers  2,311,786,  being  an  in- 
crease of  almost  35  per  cent,  since  1840.  Accord- 
ing to  this  ratio  ot  growth  in  1870  it  will  number 
near  4,000,000.  The  debt  of  forty  millions  is-,  at 
this  time,  a  charge  on  each  inhabitant  cf  a  little 
over  eighteen  dollars;  In  1870,  according  to  this 
datum,  it  will  but  little  exceed  ten.  The  present 
assessed  value  of  real  and  personal  tstate  is  $497,- 
039,649,  showing  an  increase  of  eighteen  per  cett. 
since  1840,  and  according  to  this  ratio  of  growth 
up  to  1870,  it  will  amount  to  the  sum  of  S675,973,- 
922.  The  debt  of  forty  millions  was  a  lien  of  8 
per  cent,  on  the  assessable  property  of  1840 ;  on 
that  of  1870  it  will  be  only  five  per  cent,  and  eight 
mills.  But  in  the  census  report  of  1850,  the  true 
value  of  the  property  of  the  State  is  estimated  at 
$722,486,120  ;  on  this  sum  our  present  debt  is  but 
a  fraction  over 5i  per  cent.  Who  can  doubt  the 
solvency  of  such  a  debtor  1 

The  production  of  wheat,  in  1840,  was  13,213,- 
077  bushels.  In  1850,  15,482,191,  being  an  increase 
of  17  per  cent,  at  which  rate  the  yield  for  1870  will 
exceed  twenty  millions  cf  bushels.  The  same  rate 
of  increase  is  apparent  in  rye,  com,  oats  barley, 
buckwheat  and  live  stock.  The  census  of  1840 
shows  a  production  for  that  year  of  98,395  tons  of 
pig  metal— that  of  1850,  is  285,702,  or  an  increase 
of  190  per  cent.  At  this  rate  the  yield  of  1870 
would  be  1  371,370  tons.  Wrought  iron  in  1840  a- 
mounted  to  B7»244  tons— in  1850  it  is  182,506  tons. 
On  this  datum  the  production  of  1870  would  be 
580  369  tons.  The  woollen  manufactures  for  1840 
were  valued  at  2.319,161  dollars,  and  for  1850  at 
$5,321,866,  showing  a  gain  in  ten  years  of  129  per 
cent.,  and  the  enormous  yield  by  1870  of  $13,738,- 
404.  In  colton  goods  the  increase  has  been  about 
6  per  cent.,  which  ratio  of  growth  up  to  1870  would 
show  a  production  of  about  six  millions  of  dollars. 

The  whole  amount  of  anthracite  coal  mined  and 
taken  to  market  in  1840  wa.s867,000  tons.  In  1852 
the  product  will  reach  near  five  millions  of  tons,  be- 
ing an  increase  in  twelve  years  of  600  per  cent. 
This  rate  of  augmentation  up  to  1870  would  give 
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the  startling  production  of  over  forty-five  millions 

ol  tons,  and  yielding,  at  the  present  Philadelphia 
prices,  the  sum  of  one  hundred  and  eighty  millions 
of  dollars,  being  more  than  treble  the  present  rev- 
enutrs  of  the  whole  United  Stales. 

To  consummate  this  greatness  the  prosecution  of 
the  great  works  of  ihe  Stale  is  recommended— the 
North  Branch  Canal  must  be  finished  and  the  Al- 
leghanies  passed  without  the  use  of  inclined  planes. 
But  prominent  among  these  is  considered  the  con- 
struction of  a  work  to  connect  the  metropolis  of  the 
State  with  the  Lakes. 

We  need  says  Gov.  Bigler  the  shortest  and  be.st 
line  of  communication  between  the  Lakes  and  the 
Atlantic  at  Philadelphia.  The  considerations  in 
favor  of  such  an  improvement  are  too  numerous  to 
be  given  in  this  document.  The  advantage  which 
it  would  possess  in  di.stance — in  light  grades — in 
uniformity  of  gauge — when  tested  by  the  laws  of 
trade,  renders  its  superiority  over  any  other  avenue 
which  now  exists  or  that  can  hereafter  be  construct- 
ed between  the  Atlantic  and  the  Lakes,  a  fixed 
fact.  The  harbor  at  Erie  is  regarded  by  compet- 
ent ens;ineers  as  the  best  on  the  Lakes,  and  from 
no  other  point  can  so  short  a  line  be  made  to  the 
seaboard.  Such  a  medium  of  communication 
would  be  of  inestimable  value  to  Erie,  to  the  inter- 
mediate ciiuntry,  and  to  our  State  metropolis.  Our 
citizens,  by  neglecting  or  deferring  the  construction 
of  this  work,  may  subject  themselves  to  the  charge 
of  slighting  the^beneficence  of  nature  in  not  co-op- 
erating with  her  great  designs. 

Boston  and  Ne^  Yorit,  tm.  Philadelphia 
and    Pittsburgh. 

The  immense  quantities  of  grain,  flour  and  pro- 
visions of  the  west  which  seek  a  market  at  Boston 
and  New  York,  as  compared  with  Philadelphia,  is 
the  result  simply  of  no  other  cause  than  the  natu- 
ral effect  of  the  dilTerence  which  exists  in  the  com- 
mercial policy  of  those  cities.  For  the  sake  of  il- 
lustration, let  us  take  the  article  of  flour,  and  com- 
pare the  rate  of  charges  on  the  railroads  leading  to 
Boston,  and  to  New  York,  with  the  rates  by  the 
Pennsylvania  Central  railroad;  leading  to  Phila- 
delphia. 

From  Ogdensburgh  to  Boston  the  distance  by 
railroad  is400railFs;  transportation  50  cents  per 
barrel.  From  Albany  to  Boston  200  miles,  trans- 
portation 25  cents.  From  Dunkirk  to  New  York 
489  miles,  transportation  60  cents.  While  from 
Pittsburgh  to  Philadelphia,  357  miles,  the  rate  is 
100  cents,  or  more  than  twice  the  rate  per  mile 
charged  by  any  of  tho!;e  three  roads  named.  What 
is  taken  say  from  New  Castle,  Pa.,  transported  to 
Cleveland,  a  distance  by  canal  of  124  miles  for  7 
cents ;  thence  to  Buffalo  206  miles  by  lake  for  8  cts ; 
thence  to  New  York,  being  325  miles  by  canal,  and 
150  miles  by  river,  for  I3  cents;  total  cost  for  800 
miles  25  cents  per  bushel,  or  an  average  of  3  cents 
per  bushel  for  100  miles.  The  expenses  of  unload- 
ing, loading  or  storage  at  either  Cleveland  or  Buf- 
falo amounts  to  only  J  cent  to  1  cent  per  bushel. — 
Now  suppose  this  wheat  should  be  transported  from 
New  Castle  to  Philadelphia  the  expense  would  b«» 
about  as  follows:  from  Newcastle  to  Pittsburgh 
50  miles  5  cents  per  bushel,  unloading,  draying, 
etc.,  at  Pittsburgh,  2  cents  per  bushel,  transporta- 
tion from  Pittsburg  to  Philadelphia  357 miles,  at  65 
cents  per  100  lbs,  39  cents,  whole  cost  46  cents  per 
bushel,  for  a  distance  of  407  miles,  or  nearly  12  cts 
per  100  miles,  against  25  cents  for  800  miles,  or  a 
trifle  over  8  cents  per  100  miles. 

The  miserable  policy  of  requiring  property  to  be 
drayed  through  Pittsburg  and  the  necessity  for  sack- 
ing grain  in  order  to  its  safe  transportal  by  the 
Pennsylvania  improvements,  while  by  the  lake 
route  10  New  York  the  grain  is  shipped  in  bulk,  and 
handled  by  means  of  steam  elevators,  at  a  trifling 
expense,  and  without  any  necessity  of  draying,  is 
among  the  many  considerations  that  give  to  that 
route  the  almost  entire  trade  in  the  grain  of  Ohio 
and  the  other  western  States,  and  takes  from  the 
cities  of  Pittsburgh  and  Philadelphia,  an  immense 
trade  which  their  natural  advantages  of  location 
would  give  them,  did  they  pursue  a  corresponding 
liberal  '*ourse  of  commercial  policy  in  the  manage- 
ment of  their  public  improvements,  which  is  pur- 
sued by  the  rities  of  New  York  and  Boston. 

Flouiw  should  be  transported  from  Pittsburgh  to 
Philadelphia  tor  50  cents  per  barrel.    Wheat  15 


cents  per  bushel,  com  12  cents.  Butter,  lard,  pork, 
etc.,  from  85  to  50  cents  per  100  lbs,  and  ether  arti- 
cles  in  proportion.  These  rates  would  insure  aa 
immense  business  to  the  Central  road — a  trade  to 
the  cities  of  Philadelphia  and  Pittsburg,  of  which 
their  citizens  can  scarcely  form  any  adequate  con- 
ception. These  prices  for  transportation  would  be 
fully  equal  in  proportion  to  distance  to  the  rates 
of  charges  by  th«  New  York  and  Boston  roads. — 
Will  not  the  cities  of  Philadelphia  and  Pittsburgh 
wake  up  to  a  spirit  of  enterprise  and  emulation 
corresponding  with  that  of  those  other  cities  of  this 
"  great  and  glorious  country,"  and  reap  the  rich 
Iruils  which  the  harvests  of  nature  has  designed 
for  them. — Daily  PiUsbur/fk  Gazette. 


Coal  Trade*  | ' 

LEHIGH    RBGIOM. 


The  following  is  the  official  statement  of  the 
DumBer  of  tons  of  anthracite  coal  sent  to  market 


from  the  Lehigh  coal  region  for 

1849.       1850. 

Lehigh  Co 379,285  424,258 

Beaver  Mead'w  73,702    27,571 

Hazleton 92,401     54,309 

Diamond 11,356     12,099 

Buck  Mountain  85,819  103,937 

Summit 102,599    43,793 

Wilkesbarrie..    19,590    32,153 

Cranberry 36,155    22,493 

Colrain 2,075 

E.  Sugar  Loaf 


the  last  fo 

1851. 

480,823 
42,263 

113,297 
36,712 

104,456 

119,577 
2*072 
30,588 
39,513 


ur  years. 

1852. 

*5 10,268 

46,278 

130,514 

41,597 

104,207 

139,692 

41,989 

49,112 

37.781 

12,566 


Total  800,987  722,688  989,251    1,113,944 


*  Including  80,432  tons  from  Room  Run. 

SCHUYLKILL  REGION. 

The  following  shows  the  coal  production  for  the' 
last  four  years,  in  the  region  ot  the  Schuylkill,  and 
which  finds  an  outlet  through  the  Schuylkill  Nav- 
igation and  over  the  Readicg  railroad. 

1849.  1850.  1851.  1852. 

Schuylkill.1,428,150  1,509,047  1,868,277  2,138.181 

L.  Schuyl.    174,657  211,960  310,367  324,984 

Lackawana  454,240  543,886  788,485  922,897 

Pine  Grove     78,299  62.809  ....        75,000 

Lykeas  V.      25,000  30,000  53,150       60,000 

Shamokin.      19,658  19,921  23,989       30,000 

Del.  fc  Sus ....  20,000       33,400 

Wyoming.    258,080  275,169  336,017  320,000 


Total  Sch.  2,438. 184  2,723  732  3,400  225  3,914,442 
"Lehigh.    800,987     722,688     089,251  1,113,944 

Total 3,339,171  3,451,420  4,389,470  5,028,386 

Another   Evidence  of  the   Rcsonrces  of  the 
South. 

Every  few  days  our  streets  present  a  lively  ap- 
pearance from  the  influx  ol  wagons,  loaded  with 
Copper  Ore,  on  its  way  to  New  York.  This  ore, 
we  understand  comes  from  the  Hiwassee  mines, 
located  in  Polk  county,  Tenn.,  about  five  miles 
from  the  state  lines  of  North  Carolina  and  Georgia. 

This  region  of  country  is  a  primitive  formation, 
and  abounds  in  minerals. 

The  vein  runs  longitudinally,  in  a  series  of  hills, 
in  a  northeast  and  south  westjdirection  ;  they  being 
a  spur  of  the  Alleghany  range  of  mountains. 

The  ore  is  principally  black  oxide  of  copper, 
yielding,  we  understand,  from  ten  to  seventy  per 
cent  of  pure  metal. 

The  black  oxide  is  found  at  a  distance  of  about 
forty  feet  from  the  surface ;  the  vein  here  being  fif- 
teen feet  wide,  on  an  average.  Below  the  straiuai 
of  black  oxide,  the  rein  gradually  increases  in 
width,  as  you  go  down,  and  produces  yellow  snl- 
phuret  of  copper.  Several  hundred  tuns  have  al< 
ready  beea  taken  out  of  ihe  mines. 

The  company  is  coi^tructing  a  plank  road  from 
the  mine,  down  the  bank  ol  the  Ocoee  river,  to 
Cleveland. 

Were  our  beds  of  iron,  coal,  marble,  copper,  Ac.,' 
located  in  a  section  of  country,  where  people  have 
enterprize  enough  to  work  them,  they  would  prove 
to  be  sources  of  wealth,  far  beyond  the  expecta- 
lions  of  those  who  have  never  estimated  their  true 
T&laG—DaUon  ((»«.,)  Times. 
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A.  N.  GRAY,  Cleveland,  O., 

RECEIVER  AND  FORWARDER  of  Railroad 
Iron,  Chairs  and  Spikes 
Also,  Cars,  Locomotives,  and  all  kinds  of  Machi- 
nery for  Railroad  purposes. 
Ofl&ce  next  door  to  the  Custom  House,  Main  st. 
January  12,  1853. 


R.  Groves  &  Sons, 

SHEFFIELD,  ENGLAND, 
MANUFACTURERS  OF 

WARRANTED  Cast  Steel  of  superior  quality  for 
Tools,  Machinery  and  Engineering  purposes. 
Single  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description  ;  also,  Cast  Steel 
Files  of  high  reputation,  specfally  adapted  for  the  use 
of  Machinists,  and  Saws  and  Edge  Tools  of  all  kinds. 

Corporate  mark]  -Jf^^C! 

'  CHAS.  CONGREVE,  igcnt, 

•        '.       ,■  68  Maidenlane,  New  York. 

Stocks  of  the  above  goods  constantly  on  hand. 
J  anuary  12,  1853. » 

SISCO£    BLAST   FURNACE 
For   Sale. 

THIS  FURNACE,  situated  in  Westp«rt,  Essex 
Co.,  N.  Y.,  on  Lake  Champlaln,  is  capable  of 
producing  3000  tons  Pig  Iron  per  annum.  It  is 
blown  by  a  powerful  steam  engine,  and  anothrr  en- 
gine raises  the  stock,  etc.,  etc.  There  are  eight 
Kilns,  which  can  make  500,000  bushels  Charcoal 
per  annum,  connecting  by  Railroad  with  the  Fur- 
nace, and  nearly  an  acre  of  sheds  for  seasoning 
wood.  One  large  Brick  Mansion  House,  with  ex- 
cellent Farm,  one  Brick  Cottage,  seventeen  Houses 
for  workmen,  commodious  Blacksmiths'  and  Car- 

E enters'  Shops,  etc.,  etc.,  and  about  1500  Acres  of 
■and.  The  Furnace  is  situated  on  a  large  and 
convenient  Dock;  Wood  for  making  Charcoal  can 
be  obtained  cheaply  in  the  neighborhood,  and  An- 
thracite coal  Irom  Rondoutcan  be  delivered  at  low 
rates.  By  the  proposed  Ship  Canal  from  Lake 
Champlain  to  River  St.  Lawrence,  coal  could  a!so 
be  brought  with  great  facility  from  Erie.  The  rich 
Magnetic  Ore  of  Essex  County,  particularly  that 
from  the  famous  Port  Henry  Bed,  can  always  be 
procured  cheaply  and  in  great  abundance.  The 
property  will  be  sold  on  reasonable  terms.  Inquire 
of  Messrs  J.  &  L.  TUCKERMAN,  69  West  street, 
New  York,  or  of  F.  H.  JACKSON,  No.  5  Liberty 
Square,  Boston.  Im2 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
and  24  Broadway,  New  York,  Sole  Agent  in 
the  United  States  and  Canadas  for  the  Lowmoor 
Iron  Co.,  is  prepared  t.i  receive  orders  for  this  justly 
celebrated  Iron,  and  offers  for  sale  an  asfortment  of 
the  Round  sizes  which  be  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
wi'hont  a  rival. 


Superior  Cast  Iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  CAST  IRON  PIPES  required  by  Gasn  or 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  nn  reasonable  terms.  These 
Pipes  are  cast  on  the  most  improved  principle  by  the 
best  Founders  in  Scotland,  from  a  superior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
t>e  obtained  on  application  to  the  Agent  in  New  York. 
WILLIAM  ROY,  Junr., 
■'•l<:>  3vJif       21  Renfield  St.,  Glasgow, 

Scotland. 
J.  M.  EADIE,  Agent, 

26  Front  st ,  New  York  ly50 


Railroad  Iron. 

P{(\r\r\  TONS  Railroad  Iron,  weighing  about  59 
OUUVy  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 
"  Crawshay"  manufacture,  now  on  the  way  from  the 
shipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,  SANFORD  &  CO , 

No.  51  New  street. 
December  4,  1852.  4t 


SIMEON  DRAPER,  No.  46  Pine-st.,  ofJers  for 
sale,  a  variety  of  RAILROAD  BONDS  and 
STOCKS;  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are— 
1st  Mortgage  Convertible — 

7  per  ct.  bonds  of  Canandaigua  and  Corning 

R.R,,  payable  in New  York,  1860 

Do.    Buffalo,  Corning  and  New  York  do 186" 

Do.    Western  Vermont  Railroad do.  1861-71 

Do.    Evansville  and  Illinois do....  186*2 

8  do.  Michigan  Central Boston,  1860 

Do.     Peoria  and  Oquawka, New  York,  166-2 

1st  Mortgage — 

7  per  ct.  bonds.  Corning  &  Blossburg  do 1871 

Da     Mansfield  and  Sandusky do 1860 

7  per  ct.  Vermont  Valley do 1860 

Do.    Troy  and  Bennington Troy,  N.  Y.18(>1 

Do.    New  Jersey  Central New  York,  1860-70 

Do.    Dauphin  and  Susq.  Coal  Co.  do 1871 

Do.    Brunswick  Canal  Co do 1857 

Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 
7  per  ct.  bonds  Saratoga  and  Wash.  N.  York,  1862 

Do.    Troy  and  Boston do 1864 

Do.     Muscogee  Railroad Savannah,  1862 

Do.     Huron  and  Oxford N.  York,  1862 

Also,  Georgia  7  per  ct.  State  stocks, 

interest  payable  semi-annually do ... .  1872 

City  of  Savannah  7  per  cent,  bonds, 

interest  payable  semi-annually do. .  1870-76 

7  per  ct.  bonds  of  the  Town  of  Huron, 

Erie  county,  Ohio do 18<)l 

10  per  ct.  City  of  Keokuk,  Iowa,  Keokuk,  18ti3 

6  per  cent.  City  of  Memphis.. Philadelphia,  1880 
10  per  cent.  City  of  San  Francisco,  San  Fran.  1870 
12  "  "  Benicia,  Calilornia,N.Y.1855 
12         "             "         Sacramento,  do.    Sacramento. 

7  per  cent.  Atlantic  Steamship  Co..N.  York,  1855 
12per  ecnt.  Improvemmt  Scripof  the 

State  of  Wisconsin  for  improve- 
ment of  Fox  River do 1 862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  anti  one  hall  surplus  profits 
of  this  and  Rutland  and  Was-h.  R.  R. 

Rutland  and  Whitehall  Slock,  with  guarantee  of 
4  per  ct.  div'd  by  Saratoga  and  Washington  R.  R. 
Also,  Stock  of  the  Cambria  Iron  Company. 

Stock  in  the  Western  Vermont  R.  R.  Co. 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  in  the  Bufialo,  Corning aud New  York 

R.  R.  Co. 
Slock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Southern  Bank  ot  Kentucky. 
Stock  in  the  Mechanic's  Bank  of  N.  Y. 
Slock  in  the  East  River  Irsurance  Co. 


The  Cold  Spring:  Iron  Works, 

INCORPORATED  IN  1848. 

IN  the  Town  of  Otis.  County  Berkshire,  Massachu- 
setts, manufactures  CAR  AXLES,  and  ail  kindi 
of  WROUGHT  IRON  used  in  the  manufacture  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IROJN  ol 
ah  descriptions.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  being 
situated  in  a  region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equal, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  They  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  be  promptly  attended  to :  and  execut- 
ed on  terms  as  advantageous  as  can  be  had  elsewhere. 

Thev  refer  to — 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 
road, Salem.  Mass. 
A.  T.  Peirce,  Esq.,  C«r  Builder,  Norwich,  Conn. 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  Wetherell,  Car  Builder,  '' 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass 
-        or,  GEO.  W.  PRESCOTT,  Sup't. 

Otis,  Mass. 
November,  12,  1862.  ly 


Railroad  Iron. 

^nrVl  TONS,  weighing  aSout  55  lbs.  per  yard, 
Oyjyjyj  now  on  the  way  from  Great  Britain  to 
New  Orleans,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  &  CO., 

No.  51  New  street. 
December  4, 1852.  4( 


The  Cambria  Iron  Company, 

OHGANIZED  under  the  laws  ot  Pennsylvania, 
with  a  capital  of  S' 1,000 ,000,  propose  embark- 
ing ill  the  manuiacture  ot  Railroad  Iron,  at  Jokm- 
lown,  Pennsylvania.  The  location  they  have  se- 
cured ofl'ers  advantages  superior,  it  is  confidently 
believed,  to  any  pthei  in  this  couatry.  Iron  Ores, 
semi-bituminousdCoal,  Limestone,  and  nearly  every 
article  required  lor  the  manuiacture  of  Iron,  exi.st, 
in  inexhaustible  quantities,  on  the  ^pot ;  and  these 
deposits  are  now  worked,  and  the  minerals  deliv- 
ered, cheaper  thiiu  at  any  other  known  point  now 
occupied  for  the  manuiacture  of  Iron.  The  Penn- 
sylvapia  Canal  and  Central  Railroad  pass  through 
the  property,  am  cross  each  other  at  the  spot  where 
the  mineral  veins  arc  most  thoroughly  opened  out ; 
and  which  location,  for  its  other  advantages  for  fa- 
cility of  manufacturing,  and  vicinity  to  a  pupuluu* 
borough,  has  be^n  selected  lor  the  establishment  of 
Railroad  Iron  'Works,  and  for  the  erection  of  other 
Blastfurnaces,  in  addition  to  those  now  in  opera- 
tion. 

The  attention  of  capitalists  disposed  to  embark 
in  an  enterprise  vhich  offers  a  remunerating  profit, 
even  on  the  low  prices  ot  iron  current  beJore  the 
rise  of  the  last  six  months,  and  which  promises  to 
be  very  lucrativr  while  anything  like  present  rates 
prevail,  and  als<i  ot  Railroad  Companies  desirous 
of  making  arran{remeDts  for  Iron  Rails  to  be  deliv- 
ered in  1853,  is  called  to  this  enterprise. 

Out  of  the  cipital  named  above,  the  sam  ot 
S360,000  has  bet  n  devoted  to  the  purchase  of  about 
30,000  acres  of  1  ind,  upon  which  there  are  six  blast 
furnaces,  which  cost,  including  the  personal  prop- 
erty accompany  them,  8350,000.  Three  of  these 
turnaces  are  nuu  in  successlul  operation,  and  by 
next  spring,  wit  i  an  outlay  of  about  $6,000,  the 
other  three  can  {;o  into  blast;  and  at  the  present 
price  of  pig  iron  these  six  charcoal  furnaces  would 
realise  a  net  profit  of  six  per  ceat  on  $1,000,000 
capital. 

The  company  contemplate  erecting  four  more 
blast  furnaces,  lor  smelling  with  ooke  the  iron  ores 
at  Johnstown,  ar  d  also  works  lor  manuiaciuring 
railroad  iron,     'lo  do  this,  they  will  require  sub- 
scriptions in  all  o  the  amount  of  $600,000,  and  to 
carry  on  most  prufitably  the  manotaciure  and  dis- 
posal ot  rails,  th:  whole  chartered  capital  should 
be   raised.    Sub  >cription    lists,   providing  that  no 
subscription  sha  1  be  binding  unless  bonajide  sub- 
scribers for  the  amount  of  S600,000  are  obtained 
by  the  1st  January  next,  and  pamphlets  descriptive 
of  the  advantagei)  of  the  locality  and  estimates  uf 
costs,  can  be  hac  of  the  undersigned. 
D.  M.  WILSON,  Newark, 
ED  WAR  3  F.  GRANT,  New  York, 
SAMUEL  H.  JO.NES,  Philadelphia, 
JOHN  KARTSHORN,  Boston, 
T.  F.  SECOR.  New  Yoik,    .■ 
G.  S.  KI  SG.  Johnstown, 
P.  SHOHNBUGER.  Pittsburg, 
RHEV,  MATHEWS  &,  CO.,  Piltsbur?, 
or  at  the  office  o    the  Provisional  Committee,  at 
SliV  EON  DRAPER'S,  46  P<ur  M. 
The  subscribe  ■  is  prepared  toenter  into  contiacts 
to  deliver  RAILROAD  IRON  to   Companies  re- 
quiring it  in  185}.  SIMEON  DRAPER. 


Iron. 

Tond  Fishkill  Charcoal  Iron  for  sale  on 
reasonable  terms,  also  from  1000  to  5000 
tons  Fishkill  H<  matite  Ore — delivered  at  Pough- 
keepsje  or  New  York.  Samples  of  the  ore  may  be 
seen  ai  the  store  <|f  Messrs.  Hofi^man,  Bailey  6l  Co., 
No.  62  Water  stj,  New  York.  Enquire  by  letter  to 
NORMAN  M.  FINLAY, 
Poughkeepsie,  Dutchess  county,  N.  Y. 
July  10,  1851.^ 

A.  Whitney  Sl  Son. 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chilled  Railroad  Wheels 
for  Cars  andiLocnmutives.  Also  fumifh  Wheels 
fitted  complete  oil  best  English  and  American  Roiled 
and  American  Hammered  Axles.  31  tf 


Sire  Bricks. 
COTCH  Paiekit— for  sale  in  lots  to  suit  purchas- 
ers, by  G.  O.  ROBERTSON, 

1;S  Water  street,  corner  of  Pine,     ' 
November  19,  ^Sbi,  N«w  York. 


V&k. .'  JIM.  M. Ar.:^'-  ■  ^  .A  '. 
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Volcano  Q,uartz  Mining^  Co.!     To  Railroad  Contractors. 


yOLCANOVlLLE,  EL  DORADO    COUNTY, 

CALIFORNIA. 

BOOKS  for  subscription  to  $75,000  of  the  8tock 
ol  itiis  company  are  now  open  M  the  utfice  ol 
tuc  company,  lb  Broadway,  Jscw  York. 

The  uncuiniDODly  rich  claims  of  this  company 
hold  out  inducements,  to  ttiose  who  are  dispo!>ed  to 
invest  capital  in  quartz  mining  in  Caliloruia,  iioi 
surpd^sed,  it,  iadtcil,  equaled,  by  those  of  auy  other 
company  in  that  slate. 

i'ne  extraordinary  richness  of  our  quartz,  as  was 
witnessed  by  t/iousands  at  the  late  J-'air  of  the  Ani- 
trican  InsiUule,  and  the  extent  of  our  claims,  toge- 
ther with  the  peculiarly  favorable  location  lor  ecuo- 
omical  working  upon  a  large  scale,  will  ensure 
the  most  ample  and  salisfactory  returns  upon  the  in- 
veslmeut. 

It  IS  well  understood  by  practical  men  that,  with 
machinery  woikiug  twenty  tons  oi  quartz,  paying 
two  cents  per  lb.,  laige  prunts  will  be  realized  upou 
each  day's  woik.  It  is  the  inteutiou  ol  the  compa- 
ny to  obtain  machinery  suthcieut  to  work  fi/ly  tons 
per  day,  and  to  woiK  it  in  the  most  ecouomical 
manner,  by  which  they  leel  couhdent  of  being  able, 
from  their  stocK  which  will  yield  irom  tpo  ccnis  to 
twenty  dollars  to  the  lb.,  to  make  returuis  to  their 
stidrcholders  which  will  not  only  satisly,  but  sur- 
prise them. 

It  will  be  seen,  by  reading  the  pamphlet,  con- 
taining the  ckartc',  the  laws  of  Caliloruia,  and  the 
details  ol  our  plans  of  operation,  that  our  estimates 
are  based  upon  two  cents  per  lb.,  and  the  expenses 
ol  working  the  mill  are  but,  at  present  high  prices 
for  labor,  while  it  is  well  known  to  all  wno  redeci 
upon  the  matter  that,  as  the  cost  of  labor  shall  be 
reduced,  the  income  will  be  materially  enhanced. 

It  we  work  40  tons  per  day,  and  yet  trn^  cents  per 
lb.,  it  will  yield  Slt>,  while  three,  four,  or  Jive  cents 
per  lb.,  would  give  a  proportionate  increase  ol  re- 
ceipts, the  expenses  of  working  the  mill  would  not 
be  increased  a  dollar,  and  will  be  less  than  $470  a 
day. 

Subscriptions  can  be  made  by  mair,  enclosing, 
ten  per  cent  on  the  amount,  of  the  balance,  twenty 
per  cent  to  be  paid  on  the  29ih  of  Nov.  inst.,  anu 
seventy  per  cent  on  the  2Uihday  of  December  next, 
when  certificates  of  stock  will  be  issued. 

Pamphlets,  containing  the  statute  of  Calilornia 
in  relation  to  corpoiations,  the  rules  and  regulations 
of  our  locality,  the  charter  and  by  laws  ol  the  Co., 
together  with  much  other  interesting  and  useful 
matte;,  including  a  map  of  a  portion  of|he  north- 
ern mining  regions  may  be  had  gratis  at  the  oihce 
of  the  company.  No.  18  Broadway,  o;  by  mail  on 
application,  (postage  paid.) 

TRDSTEES  OR  DIRECTORS 

NICHOLAS  DEAN, 
ROBERT  M.  STRATTON, 
NATHANIEL  CONKLING, 
D.  K.  MINOR, 

JOB  S.  HEARN, 
SUMNER  WHITNEY, 
BENJAMIN  C.  DONNELLAN, 
JAMES  CLOWDSLEY 
JAMES  ALLEN, 

D.  K.  MINOR.'President, 

';     T'         James  Clowdsley,  Vice  President 

Nicholas  Dean,  Treasurer.  . 

Nathaniel  Conkl.ng,  Secretary.  I 

New  Yoric,  Oct.  25,  1852. 
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'  O  EALEU  PKUf  UoALS,  addressed  to  either  ol 
i  O  the  undersigned,  will  be  received  at  Hillsbo 
j  rough,  Highlaiid  county,  Ohio,  until  the  Ist  day  ol 
I  February  next,  ?l  noon. 

For  the  Graduation  and  Masonry  of  the  Middle 

I  Division  of  the  Cincinnati,  Hillsborough  and  Park- 

jersbugh   Railway,  extending  irom  Hillsborough, 

I  Highland  county,  to  a  point  near  Jackson,  Jackson 

county,  Ohio,  about  56  miles. 

The  line  will  be  ready  tor  examination  early  in 
January,  and  Profiles  and  Specifications  of  the 
work  will  be  exhibited  at  the  Engineer's  office,  in 
Hillsborough,  lor  one  week  prior  to  the  1st  day  ol 
February. 

This  Railway  torms  the  recognized  continuation 
across  Ohio,  ot  the  Baltimore  and  Ohio,  and  North 
Western  Virginia  Railways,  and  being  located  as 
a  link,  in  the  great  through  line  between  Baltimore 
and  St  Louis,  will  be  found  in  every  way  worthy 
of  the  attention  ol  able  and  enterprising  contract- 
ors. 

The  remainder  of  the  line  to  the  Ohio  river  will 
be  ready  lor  contract  about  the  1st  day  of  May 
next.  JAMES  M.  TRIMBLE,  President. 

Elwood  Morris,  Cbiet  Engineer. 


>  of  New  York. 
*of  California. 


To  Railroad  Co^s,  Locomotive 
Builders  and  £ngrineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  by  those  interested.  They  have  been  exten- 
sively used  on  Railroads,  Steamers  and  Stationary 
Boi'ers.  where,  from  their  accuracy,  simplicity,  and 
non-haoility  to  derangement,  they  have  given  periect 
•atisfaction.  In  fact,  for  Locomotives,  they  are  the 
soly  reliabU  Gauge  yet  introduced. 

CHA3.  W,  COPELAWD, 
dnsulting  Engineer,  64  Broadway. 

l>ufiley  B.  Fuller  &  Co., 

IRON   COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
VfiW  YORK, 


Notice  to  Contractors. 
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Alleghany   Valley  hauroaa  Letiings. 

SEALED  Proposals  will  be  received  at  the  Com- 
pany's Otlice,  in  Fourth  street,  Pittsburg,  until 
the  22:id  day  ol  February,  1853,  lor  doing  the  Gra- 
ding, Masonry  and  Bridging  on  the  portion  of  said 
road,  between  Pittsburg  and  Kittaning,  Armstrong 
County,  a  distance  of  42  miles.  The  line  will  be 
divided  into  Sections  ot  about  one  mile  in  length, 
and  bids  may  be  made  for  one  or  more  or  all  ol 
said  sections. 

Plans,  Profiles  and  Specifications  will  be  ready 
for  inspection  on  and  alter  the  filth  day  of  Februa- 
ry- 
Proposals  will  be  received  for  the  Grading,  Ma- 
sonry and  bridging,  and  also  for  the  superstructure, 
and  finishing  said  42  miles,  complete,  (except  iur- 
nishing  iron.) 

Bids  will  be  received  and  considered,  for  the  en- 
tire work,  (except  furnishing  iron,)  from  Pittsburg 
to  the  New  York  Slate  line.         ^j..,j  .  ^>» 

Satisfactory  references  will  be  required  from  bid- 
ders not  personally  known  to  the  Company. 

For  further  information,  application  may  be 
made  personally,  or  by  letter,  to  Hon.  William  F. 
Johnston,  President  of  the  Company,  or  to  George 
R.  Eichbaum,  Esq.,  Associate  Engineer,  or  to  the 
subscriber, 

W.  MILNOR  ROBERTS,  Chief  Engineer. 

By  order  of  the  Board  of  Managers. 

Olfice  of  the  Alleghany  Valley  Railroad  Compa- 
ny, Pittsburg,  December  20th,  1852. 


LOW  MOOR  AXLES, 

ASUPERIliR  Article  tor  Railroad  Oars,  suppfied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and 24  Broadway, 
New  York. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchasing  Rich- 
ardson's PatentOil  Cups,  or  therigtit  to  use  the  same, 
except  of  the  undersigned.  Proprietor  of  the  Patent, 
or  ot  some  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westminster,  Vt.,  will 
be  promptly  attended  to.  E.  DeWOLF,  Jr. 

Oct.  2,  1852.        ly* 


To  Civil  Eng^ineers  and 
surveyors. 

A  CIVIL  ENGINEER  and  Surveyor  of  very 
great  experience  in  every  detail  of  loncating 
designing  and  constructing  Public  Works,  especi 
ally  Railroads,  is  desirous  of  a  situation,  he  ha> 
bfen  engaged  practically  for  the  past  sixteen  years 
and  can  produce  the  most  satisfactory  testimonials 
Address  D.  F.  ca.'f  of  Geo.  Gilchrist. 
1  m-52  l^  iVashingtoa-st.  N.  Y. 


<jiiO nn  nnn  seven  per  cent. 

^)/^yj\J^\J\J\J      CONVERTIBLE      BONDS     Of 

the  NEW.CASTLE  and  RICHMOND  RAIL- 
ROAD.—The  undersigned  ofier  for  sale  TWO 
HUNDRED  SEVEN  PER  CENT  CONVER- 
TIBLE BONDS  for  Sl.OOOeach,  of  the  NEW- 
CASTLE and  RICHMOND  RAILROAD  COM- 
PANY, with  Interest  Coupons  attached,  payable 
semi-annually  at  the  office  ol  the  Ohio  Lite  Insu- 
rance and  Trust  Company,  in  New  York.  The 
Bonds  are  payable  at  the  same  place  in  fifteen  years 
land  are  convertible  into  the  stock  of  the  company 
I  within  five  years. 

These  Bonds  are  secured  by  a  mortgage  execu- 
ted by  the  Company  to  George  Carlisle,  of  Cin- 
cinnati, and  Joseph  B.  Varnum  of  New  York, 
Trustees  of  the  road  Irom  Richmond  in  Wayne 
County,  to  New-Castle  in  Henry  County,  includ- 
ing the  superstructure,  iron  rails,  depots,  tolls,  pri- 
vileges and  franchises  of  the  Company.  This 
mortgage  is  the  FIRST  AND  ONLY  LIEN  upon 
this  section  of  the  Ruad,  which  is  a  part  of  the 
great  Trunk  Railroad  from  Cincinnati  to  Chicago. 

The  New-Castle  and  Richmond  Railroad  extends 
from  Richmond  to  Logansport,  103  miles,  the 
whole  of  which  is  under  contract,  and  about  one 
thousand  hands  are  now  employed  on  the  road. 

The  total  amount  of  stock  subscribed  upon  the 
whoh  road  is  $509,400.  The  stock  applicable  to 
the  ojnstruction  ot  the  road  Irom  Richmond  to  New 
Castle  is  $250,900. 

This  railroad  passes  through  the  most  fertile, 
populous  and  highly  improved  part  of  Ohio  and 
Indiana,  and  it  must  become  the  great  route  for 
freight  and  travel  between  Cincinnati  and  Chicago 
and  the  Northwest. 

The  local  business  alone  would  be  sufficient  to 
make  the  road  profitable.  The  counties  ot  Indiana 
thiough  which  it  runs  produce  annually  more  than 
two  millions  of  bushels  of  wheat,  five  millions  of 
bushels  of  corn,  one  hundred  and  fifty  thousand 
hogs,  and  fifteen  thousand  cattle,  a  large  part  of 
which  must  be  transported  to  market  on  this  road. 

The  irdn  rails  for  more  than  fifty  miles  ot  the 
road  have  been  purchased.  Ten  miles  of  the  road, 
from  Richmond  to  Washington,  will  be  complete(f 
and  In  operation  in  November  next,  which  wiL 
make  a  continuous  railroad  of  about  70  miles  from 
Cincinnati,  by  way  of  Hamilton,  Eaton  and  Rich- 
mond. 

The  holders  of  the  bonds  will  have  for  ther  secu- 
rity the  obligations  of  the  company,  with  subscrip- 
tions of  stock  to  the  amount  of  more  than  half  a 
million  ot  dollars,  and  a  mortgage  upon  the  road 
from  Richmond  to  New  Castle,  with  the  iron  rails, 
superstructure,  tolls  and  franchises  of  the  company. 

CARPENTER  &  VERM ILYE,  44  Wall-st. 
CAMMANN  WHITEHC  USE  &  Co.  56  Wall-st. 


£tna  Safety  Fuse. 

THIS  superior  article  for  igniting  the  charge  In  wet 
or  dry  blasting,  made  with  DUPONTS  best  pow-  ., 
der,  is  kept  for  sale  at  the  office  and  depot  of  ' ' 

REYNOIiDS  4(  BROTHER,         ^ 

,        ^^So^e  ManufactureT8,.^i  ■.''•^■'X" 

■  -'■■  •"  No.  85  Liberty  St.  '  s    ■-•  iJ 

NEW  YORK. 
And  in  the  principal  cities  and  towns  in  the  U.  States. 
&  The  Premium   of  the  AMERICAN  INSTI- 
TUTE wns  awarded  to  the  Etna  Sqfety  fhue  at  the 
ate  Fair  heldi  n  this  city. 


>  » 


Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON,    '. 

0FFKB8    HIS    &EBVICES   FOR   THE 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Chairs,  or     ,' 

any  kind  of  Machinery.  ^^:H  > 

REFERENCES: 
Messrs  Palmer,  McKillop,  Dent  db  Co.,  London. 

"        George  Peab^dv  &,  Co,  London. 

"        Curiis,  Bouve  &  Co,  Boston.  ^  ,..     -^ «-.,/«>[*' 
Richard  Irvin,  Esq.,  New  York. 
Robert  Ralsion,  Esq  ,  Philadelphia. 
C.  C.  Jamleton.  Esq.,  Baltimore.  38 
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AMERICAN  RAILROAD  JjOlRNAL. 

STEAM  navigation/ COMMEM^^^  MINING/ MANUFACTIIRES. 

>  j^ENRY  V-  POOR,  Editoif. 


ESTABLISHCD  IN  1831. 
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of  April,  IH4D,  the  company  was  authi'rized  toe-  n- 
truct  a  railroad  instead  of  repairing  the  Canal,  il 
ihey  should  think  it  more  expedient,  and  to  use  the 
.;raded  line* or  towing  path  cl  the  Canal,  as  the  beii 
i<  the  road,  and  by  the  same  act  the  privilege  wa» 
iiven  to  the  company,  upon  increasing  its  •  ock  to 
>500,000,  of  ex'ending  northward  to  the  Like  aiiu 
>ou(h  to  Pittsburgh. 

The  loUowing  is  an  abstract  ot  the  opinions  cJ 
I  he  Cou.'-t. 

Chief  Justice  Black  after  stating  t^e  nature  m 
ihe  case,  observed  that  the  defendants  w-recharget 
with  pnx"eedinp  to  construct  a  railioad  from  Emi 
to  the  Ohio  Line  without  any  purpose  of  goint 
from  Franklin  to  the  Lake,  but  solely  to  connect 
with  a  railroad  running  from  the  State  Line  ti 
Cleveland.  This  the  bill  avers  to  be  an  injur_\ 
which  can  only  be  remedied  by  an  iujuncticn  loi 
the  Ibllowing  reasons: 

1st.  The  Commonwealth  is  interested  in  the  due 
application  of  the  tunds  of  the  company,  for  the 
pu.-pose  for  which  it  was  chartered.  '  1 

2d.  A  road  from  Pittsburgh  to  Erie  would  have 
benefitted  the  Stale, — but  the  road  complained  ol 
will  divert  travel.   '  ;' a      •      ■'■■■".  \ 

3d.  The  road  in  question  is  an  unauthorized  ol)- 
struciion  of  certain  public  highways. 

4th.  It  is  inconsistent  with  the  policy  of  the  State, 
to  surrender  the  advantages  of  her  position, — which 
are  of  great  pecuniary  value. 

To  sustain  this  mo  ion  lor  a  preliminary  injunc 
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JToarnal  of  Railroad  I<ainr. 

-••.    .;Tii..   CONSTRUCTION  OK  A  CHARTER. 

The  Lake  Skore  Railroad  controversy  involved 
in  the  case  of  Tke  Commonwealth,  vs.  Ike  Franklin 
Company  recently  decided  in  the  Supreme  Court  ol 
Pennsylvania  so  lar  as  relates  to  the  motion  for  a 
preliminary  injunction,  has  justly  awakened  an 
extraordinary  degree  of  interest. 
~  The  Fiaaklin  Company  was  incorporated  by  the 
Legislature  of  Pennsylvania  in  1844  for  the  pur 

pose  of  leconstructiag  and  repairing  the  Franklin  ing  ai  the  point  where  the  Cleveland,    Paincsville 
division  of  the  Pennsylvania  Canal  from  the  ac-h"^<l  Ashtabula  railroad  strikes  the  line   between 


to  cxainiie  the  charter  aiid  il&  suppl:m(nt>,  ai.d  to 
i-ompare  hem  with  the  acts  of  the  company,  that 
*e  may  see  how  they  agree  together. 

His  H  )nor  after  Slating  ibe  Legislative  provis* 
ions,  wh  ch  have  been  cited  above,  proceede.i  ia    ' 
~ub»tauct  to  say  : — Il  is  obvioits  that  assuming  that  ' 
he  chart  >r  gives  to  the  Franklin   Canal  company 
he  light  simpiv  to  mdke  a  railroad  from  P.tt^burgh 
o  Lake  l!rie  without  any  restrictions  expres»ed  or 
implied  is  to  ihe  part  ut  the  woik  which  shall  be 
dtstdonc,  can  we  ^ay  ih^tihey  are  within  the  law 
•n  inakir  g  a  read  from  Erie  to  the  Ohio  Line  1  To 
his  queiiion  we  give  an  eniphatic  answer  in  the 
legaiive 

The  olject  of  the  Legislature  was  cbvioosly  to 
nake  a  i  onnection  by  railroad  between  Pittsburgh 
ind  so<ii<;  harbor  on  the  Lnke.  The  company  have 
n  making  their  road  wholly  disregart'ed  tho^te  ler- 
>nini.  The  Slate  contemplated  an  increase  of  her 
rade, — trhich  the  conduct  of  defendants  have  dim* 
ini&bed. 

The  di-fendanls'  road  isnot  part  of  the  road  char- 
'ered,  it  s  the  whole  of  another  road  not  chartered. 
It  bears  lo  resemblance  to  that  described  in  the  act 
of  incor  >oration.  It  is  diflerent  at  both  ends — diA 
ferent  in  character,  location  and  object,  and  is  used 
at  this  moment  lor  purposes  totally  opposite  to  those 
which  tt  e  legislature  ever  expressed  an  inteoi.oa 
10  perm  t. 

The  defendants  do  not  conceal  that  the  profit  of  a 
connexi  >n  with  the  Ohio  road  was  their  motive  ia 
lion,  affidavits  have  been  presented,  Irom  which  itjmaking  it.  This  is  a  grave  error.  They  are  not 
appeared  that  the  defendants  have  already  made  ajai  liberty  to  consult  their  own  advantage— but  the 
railroad  commencing  in  the  city  of  Erie,  at  thej  >d  vantages  of  the  rauU  as  a  route.  A  deviation  of 
depot  of  the  Erie  and  North  Eiast  Railroad,  (which!  half  a  mile  to  effect  a  torbidJen  object  is  not  more 
exiends  into  the  State  of  New  York)  and  lenninat-'lawlul  (ban  if  it  were  100  miles  oui  of  the  way. 

Besides,  we  hold  without  doubior  besiia'ion  that 
no  railroad   company   can  connect  with  a  foreiga 


queduct  over    French    Creek    lo   the  mouth    ol 
French  Creek. 

French  Creek  rises  in  the  southern  part  of  the 
State  of  New  York,  and  flows  through  Erie  County 
into  the  Alleghany  at  Franklin  in  the  north  west- 
ern pan  of  Pennsylvania. 

By  the  aci  ol  incorporation  the  proprietary  rights 
ol  the  Siat'j  to  that  divi^i.ia  of  the  Canal,  were  ves- 
ted in  the  company.  tt)g  iher  with  ihe  surplus  wa 
terpowcr,  toll  houses,  implements,  and  all  property 
real    and    personal,    which  the    Commonwealth 
owned  there,  for  the  use  of  the  Canal.    On  the  9th 


Ohio  and  Pennsylrania.  This  road  is  now  in  u»e 
carrying  the  freight  and  passengers  which  arrive 
in  both  directions  on  the  respective  roads  with 
which  it  connects. 

The  great  point  for  decision  is  whether  the  coc- 
Juct  of  the  company   is  authorized  by  ibeir  Char 
ler. 

It  it  be  true  that  ihe  defendants  have  been  guiln 
of  conduct  which  can  not  and  will  not  be  tolerated 
the  sojner  ihey  are  made  aware  of  the  extreme  peril 
;o  which  they  have  exposed  themselves  the  beilei 
lor  them.  For  these  reasons  principally  we  proceed 


railroad  which  meets  it  at  the  State  line,  unlessex- 
pressly  authorized  by  its  charter,  or  unless  such 
connection  can  not  be  avoided  without  lobing  the 
advantage  of  what  is  clearly  the  best  route. 

The  fiercest  of  our  Legislative  controversies 
^ave  related  to  granting  rights  of  way,  and  ex- 
press aaihority  is  in  such  cases  necessary. 

This  connection  also  violates  the  spirit  if  not  the 
letter  of  the  act  ot  I6ih  April,  1851,  which  forbit's 
ill  conaeciions  by  means  of  private  railroads  with 
my  railroad  authorized  by  the  laws  of  New  York 
or  Ohib.    The  defendants  may  not  liave  knowa 
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tbui  It  was  Wiuu^  tu  lUdiie  uiie  ludU  uuler  a  cti<ii- 
ter  wh  eh  authorized  anuiher,  but  to  suppose  that 
thry  thoopht  them  iiieniical  would  require  *'  the 
charity  which  bt-liereth  all  thing*." 

It  is  .<-«id  tnat  <lefeodauts  inteod  to  make  a  roai' 
to  Franklin.  This  is  a  good  intention,  but  no' 
good  en  . ugh  to  saDctil'y  an  evil  deed.  But  thert- 
are  certain  factf ,  shown  by  the  eridence  in  the 
ease  which  opgative  the  idea  of  any  such  intention 
on  the  part  of  the  defendants. 

Notwith>^tandin^,  there  is  an  act  of  Assembly 
which,  according  to  our  construction  ol  it,  directly 
forbids  ths  awarding  of  a  preliminary  iujunction  ii> 
any  case  where  the  Commonwealth  is  the  plaintifi 
The  statute  I  refer  to  is  that  of  6th  May,  Ib44.  am 
says:  "No  injunctions  shall  be  issued  by  an) 
court  or  judge  until  the  party  applying  lor  the 
same  shall  have  given  bonds  with  sufficient  sure- 
ties to  be  appnved  by  said  court  orjudge  ondi. 
tinned  to  indemnifj  the  other  party  lor  all  dama 
ges  that  may  be  sustained  by  reason  of  such  injunc- 
tion "  This  of  course  does  not  mean  bnal  ii  junc 
tions,  which  conclusirely  settle  the  rights  of  th«- 
parties,  leaving  no  question  of  future  damagex 
We  can  not  doubt  that  it  was  intended  to  preveni 
men's  rights  from  being  jeoparded  by  special  in- 
junctions awarded  during  the  pmdeift'y  of  causes. 
The  words  are  broad  and  general.  They  apply  ti' 
all  cases,  ar;d  we  can  not  see  upon  what  principle 
we  could  except  a  case  in  which  the  Common- 
walth  is  plaintiff.  But  the  Commonwealth  can 
give  no  bond,  there  being  no  organ  of  the  govern- 
ment authorized  to  execute  it  tor  her,;  and  if  she 
could  give  bond  she  would  not  be  suable  on  it.  Thr 
law  which  forbids  an  injunction  to  be  granted  with- 
out  bond  from  the  party,  can  only  be  obeyed  in  this 
case  by  refusing  the  injunction  altogether. 

This  di>poses  of  the  matter  for  the  present.  We 
might  have  refused  the  motion,  by  a  mere  reference 
to  the  statute,  but  considered  that  a  mere  naked 
stat(  meni  of  our  conclusion  would  have  been  ua 
just  to  ourselves. 

Mr.  Justice  Gibson  concurred. 
Judge    Lewis    dissented    upon    the    following 
grounds:  He  believed  that  the  State  was  not  bound 
to  give  security  in  the  case,  and  was  not  such  a 
party  as  was  incinded  within  the  act  of  1846. 

The  Franklin  Canal  company  are  not  bound  to 
erect  a  railroad  on  the  tow-path  of  theicanal.  They 
have  the  privilege  so  to  do,  but  they  fbay,  at  their 
option,  make  that  part  of  the  line  a  canal,  or  slack 

water  navigation  to  the  end  of  time.   '     ■   | '■'■ 

The  act  authorises  them  to  select  the  route 
which  they  shall  deem  most  advantageous.  They 
have  selected  such  a  route,  and  it  is  not  denied  thai 
they  may  commence  at  any  point  they  prefer.  It 
has  not  been  shown  that  a  better  route  could  be  se- 
lected. The  court  should  not  be  asked  upon  ex 
parte  affidavits  to  presume  a  fraud.  Two  routes 
have  been  shown  to  the  court  by  the  company,  and 
the  one  they  have  adopted  is  justified  by  decided 
advantages. 

But  there  were  other  considerations;  the  great 
convenience  to  the  pafseugers  and  the  public,  by 
a  connection  with  the  Ohio  railroad  terminating  ai 
the  State  line.  It  we  get  into  the  notion  that  it  is 
crime  to  travel  from  one  state  to  another,  or  to  fa- 
cilitate highways,  whether  wagon  roads  or  rail- 
roads, between  one  state  and  another,  we  may  ea- 
sily imagine  fraud,  and  getting  upon  the  scent  ol 
it  think  we  have  discerned  it.  But  independent  of 
the  constitution  of  the  United  States,  the  right  of 
passing  from  one  state  to  another  is  a  right  of  na- 
ture, com  mua  to  all  oaiioas,  and  its  unjust  hin- 


urance  is  good  cause   ol    war.     Congress,  and  no 
the  state  of  Pt^nnsylvnnia,  has  the  right  to  regulate 
commerce  among  the  states. 

The  Lake  Shore  roid  violates  no  rights  of  thr 
>tate.  Passengers  from  Cleveland  or  BuSalo  woni 
if  there  were  no  Lake  Shore  railroad  lake  the  lake. 
A  small  portion  would  come  to  Pittsburg. 

Forcing  trade  out  of  its  natural  channels  is  im- 
moral. 

The  Lake  Shore  road  has  become  a  Post  route 
The  state,  with  a  full  knowledge  of  the  fact,  acqui- 
esced in  the  oarryinff  of  ths  road  to  Ohio,  until  it 
was  finished  and  became  by  law  a  post  route. 

The  state  has  not  the  right  to  change  the  natural 
course  of  trade  to  draw  it  into  a  tax  trap. 

She  has  the  right,  however,  to  tax  this  and  all 
jther'Toads,  and  by  siKb  tax  she  will  receive  ten 
imes  mire  than  she  ever  collected  by  an  attempt 
to  lorce  trade  into  unnatural  channels. 

The  company  has  expended  over  half  a  million 
of  dollars,  with  the  knowledge  aud  acquiescence  oi 
me  State — she  has  a  right  to  tax  the  road ;  it  woul(< 
oe  utter  ruin  to  the  company  to  allow  no  one  to 
pass  over  this  highway,  and  do  no  good,  on  the 
>-'ontrary,  injury  to  the  State.  On  the  whole  case 
his  Honor  was  satisfied  that  the  company  stands 
convicted  of  no  fraud  in  regard  to  the  route  they 
nave  adopted,  because  by  the  terms  of  their  charter 
they  may  select  t  he  most  useful,  proper  and  profit- 
able route  to  lake  Erie. 

Thus  a  majority  of  the  court  pronounce  the  Lake 
Shore  road  to  be  unauthorised,  although  upon  tech- 
nical grounds  they  refuse  an  injunction  in  the  pre 
sent  state  of  the  case. 


We  omit  saying  anything  Imiher  in  relerence  to 
the grent  inconvf niences,discomlorisand  vexations 

•I  the  land  caniage  part  of  the  route ;  lor  we  hope 
ir.  a  very  short   time  hence  to  experience  the  wel- 

oine  time,  when  rickety  stage  coaches,  brok-en 
•  tjwn  spavined  hor«es,  surly  stage  ageois.  and  un- 

ivil  stage  diivers,  will  no  longer  be  the  living  ex- 
;r«>cences  of  this  progressive  age. — AT.  O.  Con. 
BuUetin. 


Peuuitylvaiii»* 

Reading  Railroad — The  receipts  of  this  road  for 
he  fi'^cal  year  ending  the  30th  of  November  are  as 
follows  c 

Prom  passengers Sir»8,430  29 

"      merchandize 13«,ytJ8  61 

"      cual,  I,65U»I2  tons  at  SI  30 

•27  1000 2,150677  17 

•"      U.  S.  mail H  Ni.>  77 

"      miscelldneuus I3,6n9  57 


The  Inaeeesalblllty  of  Nevr  Orleans. 

Perhaps  there  is  no  city  in  the  Union  so  much  a 
place  of  resort  for  business  or  pleasure,  that  is  so 
unapproachable,  taking  the  year  round,  as  New 
Orleans.  For  a  pan  oi  the  year,  irom  midsummer 
10  late  in  the  fall,  the  only  convenient  approach  to 
It  is  by  sea,  and  that  at  intervals,  sometimes,  of  two 
or  more  weeks.  From  the  lowness  ot  the  rivers,  we 
have  known  thirty  days  occupied  in  the  transit 
irom  New  York  to  this  city,  and  twelve  and  fif..een 
is  not  an  unusual  occurrence.  We  have,  to  be 
sure,  a  mail  route,  on  which  the  mail  is  carried 
through  in  seven  and  a  half  days,  but  on  this  route 
passengers  have  to  travel  on  the  Alabama  river, 
never  a  pleasant  trip,  and  in  the  summer  and  fall 
often  a  precarious  and  uncertain  one.  Then,  again, 
ttiere  is  the  staging  through  a  part  of  western  Geor- 
gia, which  no  one  who  has  time  and  will  at  his  dis- 
posal would,  under  any  consideration,  encounter  at 
the  present  season  of  the  year.  The  roads  are  in  a 
most  horrible  condition,  and  if  report  says  true,  the 
tiaveller  has  to  encounter  much  annoying  and  vex- 
atious treatment. 

These  are  cogent  reasons  for  establishing  a  rail 
way  connection  between  some  point  on  the  Gulf 
and  the  Atlantic  cities.  Two  prcjects  are  in  con- 
templation, both  oi  which  are  feasible,  and  called 
fur  by  the  pressing  wants  of  the  public.  One  is  a 
communication  across  the  northern  paitof  the  pen- 
insula of  Florida,  and  the  other,  a  railroad  from 
Mobile  Bay  to  Girard,  on  Chattahoochee,  from 
which  point,  in  a  short  time,  there  will  be  a  con- 
tinuous line  of  railroads  to  the  northeastern  extre- 
mity of  the  Union. 

Whatever  competition  there  may  be  between 
river  and  railroad  transit  for  the  transportation  of 
merchandize,  there  is  none  for  the  conveyance  of 
passengers.  No  one  will  take  passage  in  a  close, 
dirty  steamer,  with  badly  cooked  tare,  and  subject 
(o  uncertain  detention  on  sand  bais,  wnen  he  can 
travel  comfortably  with  lightning  speed  on  a  rail- 
road. It  is  to  the  interest  of  every  railroad  on  the 
mail  route  Irom  here  to  New  Yoik  to  expedite  the 
railway  commuaications  that  are  in  contemplation 
or  progress,  with  the  view  of  circumventing  the 
Alabama  river  part  of  the  journey,  and  which  so 
seriously  prejudices  the  interesu  of  theii  continu- 
ous lines  ol  railroads  commencing  at  Montgomery 


Total  receipts f2  4rt0ti-<J(i  41 

Expenditures— working 

pen>es »l.07fi,773  19 

Drawbacks,  etc J 5 1,865  93  31,223  639  12 

Net  profit  for  the  year ftf  2jl,yo7  ^3 

Interest  on  bonds  and  moitgagesand 
renewalfund 724,585  73 

Dividend  fund  tor  the  year Si527,401  56 

Together  with  balance  held  at  com- 
mencement of  year 8,185  94 

Total 8535,537  50 

Which  has  been  disposed  of  as  fallows,  viz: 

Dividends 8375,935  92 

Sinking  fund 100,000  00 

Interest 31093  10 

Siatetax 19,392  82 

S526  42184 


Balance  dividend  fund,  1852....        $9,165  66 

The  conversion  of  bjnds  into  stock  was  much 
larger  than  was  anticipated,  haxing  reached,  at  the 
closing  of  the  books,  SI,  148 000.  Had  this  con- 
version not  taken  place,  the  stock  distribution  would 
have  equaled  about  11  per  cent,  for  the  common 
and  3  per  cent,  for  the  preferred.  The  renewal 
fund  which  showed  a  debt  at  the  last  annual  .-tate- 
ment  ot  $18,716,  now  shows  a  credit  balance  of 
«22,487  10. 

Since  the  creation  of  this  fund,  fourteen  new  first 
class  locomotives,  and  sixty-five  cars  costing  to- 
gether 8137,799  44,  have  been  procured  and  paid 
irom  it;  while  it  has  been  credited  with  837,309  68, 
the  proceeds  of  eight  second  and  third  class  locomo- 
tives sold.  The  original  object  of  this  fund  was 
merely  to  perpetuate  the  property  then  existing, 
and  it  was  not  designed  for  the  purpose  of  acquir- 
ing more.  This,  the  managers  do  not  hesitate  to 
assure  you,  has  been  fully  accomplished.  The 
large  number  of  cars  by  constant  renewals  with 
better  materials,  are  undoubtedly  mure  efficient  in 
all  respects  than  when  the  fund  was  established.— 
This  is  shown  by  the  fact  that  in  1849,  (when  the 
fund  was  created)  one  car  was  broken  for  every 
2,282  tons  of  coal  carried,  while  last  year,  one  car 
failed  for  each  3,534  tons  only. 

During  the  year  the  managers  of  the  road  have 
made  ad'^itional  purchases  of  real  estate  for  the  ac- 
cosamodation  of  their  passenger  and  merchandize 
trains  at  Broad  and  Willow-sireets.,  and  now  own 
nearly  the  entire  square  bounded  by  Broad.  Wil- 
low, CallowhiU  and  Thirteenih-sts.,  and  have  also 
secured  1,269  ftct  of  river  front  adjoining  their  pre- 
sent property  at  Richmond.     .'^  .  .t:i  t;  'tis  sri  >* 

The  increa&e  in  the  coal  trade  in  1853  was  bat 
544,814  tons,  while  in  1851,  the  increase  was  1,- 
001,051  tons.    The  business  of  the  road  has,  how- 
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eyer.  realized  a  pu-tii  oltf  per  ccni  on  the  common 
and  prelerred  Slock  after  payment  of  the  interest  on 
the  d  bt.  One  hundred  thousand  dollars  of  the  pro- 
fits have  gone  into  the  Sinking  fund,  leaving?  per 
cent,  for  the  preferred  and  6  per  cent,  for  the  com- 
muu  stock.  The  average  charge  ol  transpjrtation 
during  ih-  year  has  exceeded  that  of  1851  by  about 
8  cents  per  ion,  and  the  present  winter  rates  exceed 
those  of  last  winter  by  about  20  cents  per  ton.  This 
alteration  will  secure  an  increase  in  the  profits  of 
at  least  $100,000. 

The  cost  of  transportation,  as  compared  with  that 
of  the  previous  year,  shows  a  slight  reduction  on 
coal,  a  small  increase  on  merchandize,  and  iBjcis 
increase  per  pas»enger.  The  cost  of  hauling  coal 
has  been  diminibhed  over  Scents  per  ton,  while  the 
roadway  expenses  have  increased  nearly  2  cents  per 
ton.  The  passenger  trains  have  been  run  33  672 
miles,  and  the  merchandize  trains  16,876  miles  more 
than  in  1851.  The  rolling  siotk  of  the  road  is  in 
good  order.  The  two  long  bridges  at  the  falls  are 
recommended  to  be  re-built,  the  cost  is  estimated 
at  $193,000.  In  April  last  the  company  sold  S600,- 
000  of  boDds,  and  have  during  the  year  increased 
their  equipment  of  cars  and  iocomo'ives,  besides 
purchasing  largely  of  real  estate.  Th^  managers 
purchased  during  the  year  15  new  first  class  loco 
motives  and  70  cars;  of  the  engines,  7  were  pu  • 
chased  ot  Ross  Winans,  &q  ,  ot  Baltimore,  and  8 
weie  constiuctea  in  the  woikshops  of  the  company, 
and  all  are  adapted  tor  anthracite  coal,  which  fuel 
is  now  used  with  entire  success.  As  this  machin- 
ery was  oKained  lor  an  anticipated  increase  ol  bu- 
sinei's,  the  cost,  8155  933  42,  is  not  r«^garded  as  a 
legitimate  charge  to  renewal  lund. 

The  bonds  and  morigages  on  real  estate  have 
been  increased  $i59  000,  and  the  expenditures  fur 
real  estate,  cars,  engines,  etc.,  exceeded  by  857,- 
855  47  the  amount  ot  securities  authorized.  The 
following  statement  exhibits  the  fljaiing  liabilities. 

Bills  payable  and  open  accoun's $327,475  71 

Coaponsanddividendsdueiu  January 

and  April 488.874  GO 

Renewal  and  dividend  funds 31,652  76 

From  which  deduct  ihe  expenditures  in 
1852,  authorized  by  the  .stockholders, 
and  tor  which  provision  is  to  be 
made 57,855  47 


To  meet  which  the  state- 
ment exhibits  assets 
which  may  be  thus  clas- 
sified, viz  : 

Ca^b,  bills  receivable,  and 

freight  and  toils,  bills... $118,809  12 

Debts  incurred  in  the  cur- 
rent t  u«iae$s  of  the  com- 
pany immediately  avail- 
able      41,867  71 

Ditto  secured  by  real  es-  ■ 
taie 102,275  92 

Do.  with  various  secari- 
ties 252,426  60 

do.  without  secority,  chief- 
ly for  freight  and  tolls 
bills $44,767  14 

Less    probable 
loss 18,403  42 

$26,368  72 

Stock  &  bonds  held  by  the 

company,  chiefly  stock 

in  Telegraph  Ime  from 

Philadelphia    to    Potis- 

,ville 35,938  50 

Materials  on  hand  for  the       .  ., 

current  business  of  the         ^     '. 

company,  (see  page  50).   209,450  61 
Sinking  funds  18S3,  being 

over-ioTested  in  1862..       3  009  42 


$790,147  CO 


9790,147  60 


In  louutcu'in  wnh  ibe  txpcuuiiuies  alreaiiy  lu- 
curred  lor  the  accommodation  ot  the  business  an 
ticipated,  and  for  which  it  is  their  duty  to  be  pre 
pared,  the  managers  will  briefly  assign  some  of  tin 
reasons  which  have  influenced  their  judgment.— 
They  believe  that  the  present  prospeiity  in  ai. 
branches  oi  industry  in  the  country  will  cause  ai 
increase  in  the  consumption  of  anthracite  coal,  af 
least  equal  to  that  of  the  past  over  the  previou- 
year.  This  would  be  544,814  tons;  and  it  will, 
without  doubt,  be  largely  augmented  by  the  great 
stimulus  given  to  the  manufacture  of  iron,  in  con- 
sequence  of  the  advance  in  the  price  of  that  article 
which  has  exceeded  filiy  per  cent,  during  the  lasi 
four  months.  Already  many  works,  for  a  long  pe- 
riod  idle,  have  again  commenced  operations,  an< 
many  new  fu'naces,  mills,  etc.,  etc.,  have  beeii 
started.  [ 

The  other  works  at  present  engaged  in  conveying 
coal  from  the  Pf-msylvania  region,  it  is  believed 
cannot  transport  more  than  400  000  tons  over  wba' 
they  did  during  the  pastyear-any  increased  de. 
mand  for  coal  must  ensure  to  the  bentfii  of  th< 
Reading  road,  and  its  managers  ask  fui  authoriij 
to  enable  them  to  provide  means  to  accomtnoda'e 
it. 

In  the  course  of  the  coming  year,  one  or  more  ot 
the  lateral  roads  connected  with  this  work  will  b 
extended  to  the  second  greatcoat  field,  thus  giving 
a  direct  railroad  conner.tion,  by  the  Philadflphi;- 
and  Sunbury  road,  with  the  rich  valley  ot  theSu>- 
quehanna  at  Sunbury  and  Danville  where  soineoi 
the  large't  iron  establishments  in  the  ct-untry.  an 
now  in  full  and  successlul  op-ration.  The  Dan 
phin  and  Su'quehanni  railroad  ai>d  coal  companv 
are  also  extending  their  '^oad  to  connect  with  tha 
of  this  company  at  Auburn  (ten  miUs  below  P.<ti>- 
ville,)  and  also  uniting  vhh  the  great  Pennsylva- 
nia road  six  miles  above  Hariisburs  ;  thus  Ibrinin? 
a  portion  of  a  line  to  Pittsburg,  which  in  economy 
of  time  and  cost,  it  is  believed,  will  fully  equal  thi 
existing  route  via  the  Slate  works.  This  road  als-o 
develops  the  immense  coal  region  forming  the  wes- 
tern end  of  the  first  great  coal  basin,  and  seoure^ 
to  this  company  for  transportation,  a  variety  of  coal 
from  bituminous  to  anthracite. 

The  coittracts  are  also  made  for  the  extension  o! 
the  road  of  the  Little  SchuylKill  Navigation  and 
railroad  company  to  Tamanend,  the  southern  ler 
minus  of  the  Catawis^a,  Williarasport  and  Erie 
railway,  extending  lu  Catawi^sa  on  th<r  Su^quebain 
na,  and  thence  to  William^port.and  there  connect 
ing  with  the  Williaiu>port  and  Eiinira  railroad. 
The  latter,  at  Elmira  in  the  state  of  New  York,  in 
turn  connecting  with  the  New  Yoik  and  Erie  rail- 
road, and  ihe  lines  of  railway  running  north,  join 
ing  at  Canandaigua  and  Baiavia  the  Albany  and 
Buflfalo  line,  and  thence  to  Niagara  Palls,  there 
connecting  with  the  Great  Western  railroad  in 
Canada.  These  have  branches  to  Sodus  Bay  and 
the  mouth  of  the  Niagara  river  on  Lake  Ontario, 
points  most  accessible  to  some  of  the  other  import- 
ant roads  in  the  Canadas ;  thus  forming  a  direct 
Northern  and  Southern  line. 

These  important  connections  will  all  be  secured 
early  in  1854  and  several  of  them  during  the  pre- 
sent year.  Energetic  measures  are  also  now  being 
taken  for  the  construction  of  the  railroad  from  lake 
Erie  to  Williamsport,  and  a  vigorous  proseculioti 
of  the  work  to  an  early  completion  may  be  antici- 
pated. This,  by  means  of  ttie  railroads  already 
named,  will  give  a  better  outlet  to  the  vast  trade  of 
the  great  lakes  than  is  presented  by  any  other  work 
completed  or  projected.  This  uade  already  equals 


111  value  Dur  naiioual  imports.     In  all  tbeae  line*, 
I  he  works  of  this  company  form  an  essential  link. 

Fiiiauce*  of  MU«»mrl» 

The  fo  lowing  bnaucial  buiemt  ots  pre  contained 
in  the  M  rssage  of  the  Governor  of  the  State  ol  Mis- 
souri. 

The  results  of  the  census  returns  of  1850  in  Mis- 
-ouii  give  these  totals. 

Improved  lands,  2  924,991  acres.  Unimproved 
ands,  6,r67,937.  Cash  valuation  of  farms,  $63,- 
i57,482.  V;ilue  of  (arming  implements  and  ma- 
hinery.  JS  965  945.  Hordes  223  593.  Males  41,- 
.Ud.  M  .ch  cows,  228  5.'»3.  Working  Oxen.  1 1 1,- 
iS.  Oi)crcaule,445  6l5.  Sheep,  756  309.  Swine, 
1  692,043.  Value  of  live  sUKk.  §19  756^51.  Value 
>1  aniin;  Is  slaughtered,  $3,344  517.  Bu^h'ls  of 
*htat,  2  966,9v».  Bushelt*  ol  corn,  36  069,543  — 
cJushels  I  tt  oats,  5,243.476.  Pounds  of  tobacco,  17,- 
.Oti,884.  Pounds  of  wool,  1,615,860.  Value  ef 
jfchards,  $312527.  Value  of  produce  ot  market 
.;aii  ens,  $99,454     Tons  ol  hemp,  22.558. 

The  .'rturus  Irom  all  the  counties  in  the  State, 
-xcept  tei,  show  the  aggiegate  amount  ot  taxable 
jropeity,  as  assessed  I'-r  the  year  1852,  to  have 
j-en  valued  by  the  assessors,  at  $112,465,653  75. — 
This  suoi  is  mate  up  of  the  lollowtnc  items:  The 
.ss-ssed  value  of  lands  is  £45. 438  609  7'>;  value' of 
lown  lots  i30  5H0,354  ;  value  of  i^laves  $22.810.675 ; 
•ihrr  p-r-onal  property  gl3  4i36  0l5.  In  lecurnng 
10  the  i^  ;rega'e  statement  ut  the  assessed  value  ut 

^Xdble  pop'eity.  It  will  l>e found  to  have  doubled  ia 
he  last  seven  or  eight  years. 

There  has  been  paid  into  the  treasury  from  the 
isi  oi  UitoOer.  1^50  to  thf  1st  o!  O -loher,  1851, 
i4H0  2^6t'5  F;-.m  fiot  .>l  O'lolier,  1851,  to  Istd 
Jcloher,  18'>2,  $472  423  03.  This  is  t<»ial  r»-ceipis ; 
.f  wiiKt  th<  le  ij.  oi  revenue  pioper,  fur  the  firft 
/ear  $29  i.l67  18.  and  lor  the  second  year  $326  5*9 
.H.  Ad  1  IDS  gross  am  un's  of  receipts  lugriher  and 
lis  )  "itiarice  in  'he  I'r.  a>uiy  first  of  Ociober,  IH50, 
r(>57  972  79.  From  this,  deduct  amount  ot  war- 
anis  orawu  on  the  Tie>i-ury  lor  two  years,  ending 
ir>t  of  O  •iot)er,  1852,  $8'.U  6s7  H3  and  also  de<luct 
r260.6(>8  79,  ihe  amoJnt  (iue  the  Baiik  lor  interest 
)aid  upoi  SiAie  bur)<  s.  and  fur  wniih  no  warrant 
vjs  diav'n  but  tor  which,  by  a  joint  resotuMon  of 
he  la  t  It^islatuiv,  the  Auditor  Wiisrecuirid  logive 
ue  L'tvh  juier  a  cr-  dit. 

It  will  oe  sa' j'Ci  to  a  further  de'uctifn  "f  f37,- 
)43  91.imoiini  ul  deficit  found  against  ih"  laie 
I'reasu  t  r,and  iil>o,  the  lunber  sum  ol  $19  869  59, 
the  amut  m  o  state  bonds,  end  interest  on  ih<*  same, 
i>aid  by  he  Treasurer,  and  which  he  b'>ldsas  so 
inuch  m  m^y.  D.'duct  these  sums,  and  it  leaves 
■  hargeatle  upon  the  Tr^-aBury,  on  the  fir«t  d*iy  of 
October,  It32,  $401,41*9  97.  The  revenue  receipts 
or  ttie  l<ist  iwoyears  uplothe  firstol  October,  1832, 
is  $622  *19  89  and  exceeds  th^  revenue  lor  the  two 
pn  <eoin  ;  year>  iil02  Ol  t  60. 

The  I'^udsof  th<  State  outstanding  on  the  first 
lay  otOnober,  1832.  i<nd  which  cousiitate  the  State 
leot,  am  Mint  io#8j7(XiO.  From  tMs  may  he  de- 
lucird  $^72  263  6U  held  as  si«ick  in  the  bank,  the 
•  nleicst  k  u  which  is  paid  out  of  ihe  dividends;  and 
the  t>ank  is  r< sponsible  to  the  State  fur  the  priuci- 
pal.  Tt  is  leaves  th"  State  debt  $5«4  736  40.  Of 
his  amount,  $225,000  tails  due  in  1853.  and  tor  the 
payment  of  which  theie  will  be  ample  neans  in  the 
Tieasur  .  The  debt  will  then  be  reduced  to  $329,- 
736  40.  and  of  this,  $200  000  (the  tem(H>rary  loan 
bonds)  U  lis  due  in  the  year  1856— leaving  the  bal- 
ance of  i  ;tate  debt  $129' 736  40,  which  does  not  tall 
due  unti  the  years  l862-(>3. 

The  riiiroad  policy  of  the  State  is  also  treated 
by  Gov.  King  at  considerable  length. 

To  sei;ure  the  proper  application  of  the  means 
advanced  by  the  State  to  railroad  companies,  it 
is  recommended  that  they  should  be  required  to 
make  quarterly  retu''nsto6ome  officer  showing  the 
manner  in  which  the  money  derived  from  the  cre- 
dit of  the  State,  a^  well  as  that  advanced  by  the 
stockholi  lers,  have  been  applied;  and  also  the  num- 
ber of  miles  completed  and  how  much  it  cost  there- 
by combarin^  the  actual,  with  the  estimated  coat 
per  mile         |  I 

In  vie  IT  of  the  agitation  of  the  public  mind,  ia 
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retrff  uC''  (u  a  iiaiintial  i.iiir<><iil  lu  ihe  Pacific,  1  have 
coii.>>ult  ird  it  >>|  ihe  vriy  tirM  iuipuiifknct-  ihat  llie 
Lit*;;  I  ^l  did  re  >ibu!ii(i  give  i's  cik  rKif«>  ti>  (he  c>>inpl<"- 
tioii  ut  the  rii^it  iroiit  6t.  Luuis.  tenninatin;;  at  or 
n<  ar  the  moa  h  o:  K4n>as.  For  when  cuinpit  led 
we  have  a  loaii  three  huiidrnJ  miles  long  on  a  di- 
rect li.'ie  loihv-  Pacilic,  aiiil  will  atfoiO  an  algu(il^nt 
more  putetii  ihaii  worijs,  thai  at  u^»  lertninus  (nu.''t 
coiiuuni'-e  ihe  ^re.i'.  <  euiral   national  hi^jhway. 

I'ho  Li'gisUiure  ha:»,  l>y  it>  action,  litit^ruiined 
that  mis  I'o.iii  can  l)e  made  withuui  the  aid  ot  the 
land  grnnt,  and  the  Pacific  railroad  company  sought 
the  late  dispo^iticn  ot  the  laud  to  aid  in  the  coa- 
siiuttion  ol  a  ro<id  terminating  at  M>me  point  on 
our  we.oiern  bi/Undary  south  ut  the  0>age  river, 
upon  the  av-urnuce,  on  their  part,  il^t  the  road  to 
the  iiMuih  ot  Kiii>a^,  >hould  tie  buih  wiihuut  the 
aid  t)|  this  lauil.  'I'hfre  is  to  my  mind  a  very  good 
reason  why  there  should  be  a  general  acquiescence 
in  th-  di-pusiiiou  ut  tnis  land.  11'  it  haa  been  ap- 
plied to  the  ro.id  trrininating  at  the  mouth  ot  Kau 
ban,  t'leii  We  ^h'lUtd  ha  e  tiad  but  one  road,  1<  r  no 
one  contemplateti  niakii.g  iheioad  to  the  south we:>t 
Wit  out  ibe  itid  ol'  the  land. 

M.iKiii^'  tiie  Poiifi:  lailruad,  terminatin?  at  or 
neai  the  inouib  ot  the  fcL-insas — let  the  Uaiiiiibal  and 
Si.  J'lyeph  lailroaii  be  buiii,  and  al->o  the  Soutb- 
wesit Tu  roaii,  with  the  aid  ol  the  land  grant,  loge 
tli«»r  with  the  t*o  <  ther  loads — the  Nor'h  Missouri 
railroad  and  the  Iron  Mountain  railroad,  and,  upon 
the  hypothesis  that  thr  ^-e  roads  are  to  be  completed, 
it  is  luo-t  luanilest  that  the  Sia:e  will  be  greaily 
advanced  in  all  that  appertains  to  her  inleiests 
connected  with  the  weliare  and  prospeiity  ot  tbe 
people. 

The  Steamships  uf  the  Port  of  Mewr  York. 

An  iirule  by  M..  J.  E.  rutl,oiiginally  publish- 
ed in  the  Journal  ol'  Commerce,  exhibits  the  num- 
ber and  tonnage  of  the  Steamships  at  present  sail- 
ing to  or  out  of  the  port  of  New  York. 

Ot  the  British  Steamers,  the  most  successful  line 
is  the  Bii:ish  and  North  American  Royal  Mail 
Steamship  line.  This  company  was  established  in 
1838  by  the  Messrs.  Cunard  of  Liverpool. 

Tons.  Tons. 

Arabia 2500    Africa 2,vJ00 

A-ia '2;2o0    Niagara l.bOti 

Ejiopa 1,800    Canada 1,800 

America 1,800     Gambia I, .WO 

Persia.. 3,100  

Aggregate  toonage 10,000 

The  New  Yoik  and  Liverpool  United  States 
Mail  Steamers.  This  line  was  established  by  £. 
K.  Collins.  Esq.,  in  1850.  The  firktol  itsships,  the 
Atlantic,  sailed  Irom  New  York  lor  Liverpool  27th 
April,  1850.  The  Arctic  of  this  line  has  made  the 
quickest  passage  of  the  Atlantic  Steamers  from  N. 
York  to  Liverpool,  accomplishing  it  in  t)  days  and 

17  hours. 

Atlantic 3  000    Arctic 3  000 

Pacific 3,ti0i 


Bdliic 3,000  Aggregate  tonnage  13,000 

"  The  Ocean  Steam  Navigation  company,"  com 
prises  the  United  Stales  Mail  Sieamship  line  be- 
tween Nev.   Yoik,  Southampton  and  Bremen,  and 
consists  of  ! 

The  Washington,  of .1,700  tons. 

Ttte  Herman,  ol ..1.700     " 

Aggregate  tonnage 3,300  tons. 

This  comp.^.ny  was  established  in  1847. 

"  The  New  York  and  Havre  Steam  Navigation 
company"  consis's  of  the  U.  S.  Mail  Stepm^rs. 

The  Franklin,  or'. 2200  tons. 

Humboldt 2,200    " 

Aggregate  ti>nnage 4,400  tons. 

"The  Glasgow  and  Ne«:  York  Steamship  com- 
pany" is  riinniiig  is  new  sUamship  Glasgow,  of 
\,0G-2  tons  and  four  huiulred  horse  pcw^r. 

The  Sieain-hips  cinplnyed  on  lines  between  New 
York  and  the  Southern  ciiiesof  Ihe  U.  S.  are  seven- 
teen, belonging  to  the  following  companies; 


4  Steams  la— Marion,  Union,  Souih-ruer  and 
Auger  ol  12,  i5,  10  and  I5U0  tuns,  respect- 
ively. New  YorK  and  Cnarlcsion  Steam- 
ship companv 6,200 

2  Propelleis,  Beiij.  Fianklin  and  Win.  Penn, 
(1,000  each)  between  New  York  and  New 

O  leans 2,000 

;i  Piope  lers.  City  of  Niuiulkaud  Kiehmond, 
b-tween  Charleston,  Noilolk  Pcle^^bUlgh 
and  Richmond,  of  444  and  518  tons,  le- 
speciively 9G'<i 

1  N.  Y.  and  Alabama  Steamship  company, 
Black  Warrior,  between  N.  Y.  and  N.  O., 
Mobile  and  Havana 1,900 

3  New  York  and  Savannah  Sieams^iip  com- 
panv. Florida,  Alabama  and  Augu  ta,  of 
1.300,  and  1,350  tons  respectively 3,950 

2  New  Yoik  and  Virginia  S'eainship  com- 
pany, the  Roanoke  and  Jamestown,  1,050 
rev(iectively 2,100 

3  U.  S.  Mail  Steain>'hip  company,  the  Cner- 
okee.  Empire  and  Ciesceni  City,  1.300,  2,- 

000,  and  1,500  ies()ectivc:ly 4,800 

Tola!  number  of  ships  employed,  17. 

Aggregate  of  tonnage 21,912 

The  Calilornia  lines  consist  uf  the  steamers  ui 
the  Pacific  Mail  Steamship  Co.,  as  follows: 

The  Golden  Gate 2,500  tons. 

Tennessee 1,300 

Northerner 1.200 

Republic .1,200 

Oregon 1,099 

Panama 1, 0^7 

Caliiornia 1,050 

Columbia 800 

Carolina 600 

Columbus 61»0 

Isthmus 600 

Unicorn 600 

Fremont 600 

John  L.  Stephens 1^500 

Total 15  536  tons 

The  United  States  Mail  Steamship  Co.,  on  the 
AtlaLtic  side,  connect  with  the  Pacific  Mail  Co.— 
I'heir  steamers  ye, 

Georgia 3  000  tons. 

Ohio 3  000 

Illinois 2.500 

Empire  City 2.000 

Cresc-ntCity 1,500 

Cherokee 1,300 

Philadelphia 1,200 

El  Dorado 1,300 

Falcon 1.000 

George  Law 2,800 

Total 19,600  tons. 

Vanderbilt's  Line,  via  Nicaragua,  is  composed 
of  10  ships. 

The  Nortnern  Light , 2,500  tons. 

Prometheus 1.500 

Pacific 1,200 

5  S  Lewis 2  000 

Morning  Star 2  500 

Independence 900 

Pioneer 2,500 

Brother  Jonathan 2  l(K) 

S'a.-of  the  West 1,600 

Daniel  Webster 1,200 

Total 18  000  tons. 

The  New  York  and  San  Francisco  Steamship 
Co.  is  composed  of  the  following  steamers  : 

The  Winfield  Scott 2  100  tons. 

United  Sutes 1,500 

Cortez 1800 

Uncle  Sam 2,000 

Total  7,400  tons. 

The  Empire  Ciiy  Line  is  composed  of  the  fol- 
lowing steamers: 

The  Sierra  Nevada 1  ROD  tons. 

City  of  Piiisburg 2000 

San  Ffdncibco 3,000 

Total 6,800  tone. 


'I'tie  whole. liuuibef  of  aieaiusnip  Coaipames  is 
l6,  with  a  total  of  76  steamers,  einbtaciug  a  ton- 
aage  uf  129,010 


Peuusylvauiat 

PUliburg  and  SUubenvute  Uadroacl. — We  have 
the  proceedings  of  the  stockholders  of  this  road  held 
at  Pituburg,  on  the  10  h  inst.,  and  present  the  fol- 
lowing summary  of  the  reports  of  the  pie.'.identand 
chief  engineer.  ,    - 

The  president  in  his  report  states: — 

That  during  the  past  year  ;he  lines  of  different 
location  tor  the  road,  have  been  thoroughly  traced 
oy  the  ethcient  engineers  ol  the  company,  and  the 
route  for  the  road  was  adopted  by  tne  boaru,  alter 
me  most  cartful  inve.stigation  ol  the  nieiits  of  the 
respective  lines,  which  was  lound  to  b^-  tne  shori- 
esi,  cheapest,  and  best.  As  soon  as  the  selection 
Was  made,  the  woik  was  put  under  contract  oa 
goiKl  teims  lor  the  company,  and  which  are  fair, 
and  no  doubt  will  prove  lemuneraiing  to  the  con- 
tractiirs. 

The  work  was  commenced  about  the  1st  of  July 
last,  and  has  been  steadily  prosecuted  since  that 
time  to  the  value,  under  the  contiacis,  of  eighty 
thousand  eight  hundred  and  ninety  dollar.'.  A  num- 
ber ot  releases  for  right « f  way  have  wta  otjtaiued, 
and  several  claims  lor  damages  Hetiied.  The  route 
selected  has  been  pioved  in  every  way  as  advanta- 
geous as  was  repicsenied  to  the  board  by  the  sur- 
veys at  the  time  of  adoption,  and  the  woik  done, 
ard  measurements  and  estimates  since  made  prove 
that  the  original  calculation  will  be  ample  to  cover 
the  coit. 

Since  our  last  annual  meeting,  the  legislature 
have  authorised  the  company  to  extend  their  road 
into  the  city  ol  Pittsburg,  to  connect  with  the  Penn- 
sylvania railroad,  to  construct  such  bridge  or  bridg- 
es as  may  be  necessary  to  make  the  road  complete 
and  perfect  in  all  its  connections,  empowered  the 
city  of  Pittsburg  to  subscribe  to  the  stock  of  your 
road  5000  shares,  and  al>o  conferred  other  import- 
ant piivileges  on  your  company.  Underthe  autho- 
rity coiiferred  by  this  Act,  the  city  of  Pittsburg  by 
Its  councils,  in  the  most  prompt  and  liberal  man- 
ner subscri'^ed  the  sum  aulhoii»ed,  which  with  the 
stork  subscribed  by  individuals,  will  make  fully 
8600,000. 

The  payments  of  stock  called  for  have  been 
promptly  met,  showing  the  great  interest  taken  by 
the  Mockholders  in  the  speedy  completion  of  the 
work,  thereby  enabling  the  company  not  only  to 
meet  all  its  engagements,  but  leaving  us  at  the  end 
of  the  year  wilh  a  large  surplus  in  the  treasury  lor 
the  continued  and  more  vigorous  prosecution  of  the 
same. 

It  has  been  started  under  the  most  flattering  pros- 
pects, with  the  good  wishes  of  the  public  lor  its 
weliare  and  prompt  completion  :  we  have,  says  the 
rep  rt.  careiully  attended  to  our  own  business,  with- 
ont  attempting  to  interfere  with  any  roads  which 
might  be  supposed  to  be  rival  routes.  "We  acknow- 
ledge no  rival — with  the  Pennsylvania  railroad, 
crossing  the  AHeghenies  without  inclined  planes — 
with  our  road  connecting  directly  wiih  th"  same  in 
the  city  ot  Pittsburg,  and  wiih  the  same  gauge 
crossing  :he  river  by  a  bridge,  connec'.ing  with  the 
Steubenville  and  Indiana  railroad,  crossing  the 
Ohio  river  at  Steubenville,  by  a  bridge,  and  the 
same  gauge  continued  through  to  St  Louis — there 
will  l>e  an  unbroken  line  oi  road,  by  which  cars, 
without  let  or  hindrance,  can  pass  over  motintain 
and  liver  tiom  the  Dc-laware  to  the  Mississippi — 
lo  wkick  road  there  can  be  no  rival.  Other  r^ads 
there  will  and  must  be — but  rest  assured  your  road 
will  be  crowded  to  iis  utmost  capacity,  and  the 
mis>hty  West,  advancing  with  giant  strides,  in 
agriculture,  manufactures,  and  commerce,  will  tax 
all  roads  with  business,  until  all  will  be  more  than 
content.  It  will  build  up  new  avenues  and  outlets 
fur  its  trade  never  yet  dieamed  of. 

The  report  of  D.  Mitchell,  Jr.,  Esq  ,  the  Chief 
E'lgineer,  states  that  two  routes  were  examined 
from  Noblettown  to  the  western  terminus — o  e  de- 
signated as  the  nvrtkern  route,  passing  by  Baving* 
ton,  Florence  and  Kings  Creek,  to  the  Ohio,  at 
St jubeoville ;  the  othei,  desi^uated  as  the  souikem 
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rouU,  p.Hssing  by  Egypt,  Burgetutuwn  and  Har 
mon's  Creek,  to  the  same  point.    The  line  easi- 
ward  from  the  point  of  divergence  near  Nobles- 
town,  to  Pittsburg  being  common.     On  a  compar- 
ison of  the  two  routetj,  the  southern  wai  found  i' 
have  the  advantage,  being  5284,314  cheaper,  hav- 
ing 238  feet  less  ascent  and  descent,  32  degrees  less- 
curvature,  and  8  miles  less  distance.    It  was  adopt- 
ed on  the  24ih  day  ol  May  last  by  the  board,  atif 
a   contract  entered  into   with  Messrs.    Manhill 
Nicholson  &  Co.,  on  the  I2ih  of  June  last,  to  com- 
plete the  masonry  and  grading  of  the  whole  lint 
from  Pittsburg  to  the  Virginia  State  line.  4t  miles 
from  Steubenville.  '      ' 

The  total  value  of  the  work  done  op  to 

1st  Jan..  1H53,  is $80,890  21) 

To  which  may  be  added  engineerinjj  ex- 
penses trom  Sept.,   1851,  to  1st  Jan., 

1853 1G,098  00 

The  length  of  the  road  from  the  west  end  of  the 
bridge  over  the  Monongahela,  to  the  lower  cross- 
ing point  at  Steubenville,  is  41 J  miles,  and  was  esti- 
mated, including  the  bridge  over  the  Monongahela 
at  S ',296,2-29.  The  expense  of  the  bridge  over  tht 
Ohio  at  Steubenville  will  be  shared  by  the  Steu- 
benville and  Indiana  company,  and  other  parties  tf 
be  benefitted,  so  that  not  more  than  8100,000  wii' 
be  required,  in  the  opinion  of  Mr.  M.,  to  be  con 
tribuied  by  the  Pittsburg  and  Steubenville  railroac 
company. 

Two  modes  of  connecting  with  the  Pennsylva- 
nia railroad  at  the  city  of  Pittsburg,  are  proposed  ; 
one  by  a  high  bridge  over  the  steamboat  channel 
below  the  mouth  of  Saw  Mill  Run,  continued  with 
a  descending  grade  to  the  point  at  the  junction  of 
the  Monongahela  and  Alleghany  rivers,  or  by  bridg- 
ing the  Morongahela  a  short  distance  above  the 
suspension  bridge,  and  continuing  the  road  on  the 
bedol  the  old  canal  through  the  Grant's  Hill  tun- 
nel, to  the  Pennsylvania  railroad  at  the  caca) 
bridge. 

The  Ohio  Legislature,  at  its  session  in  1852, 
having  removed  the  restriction  in  regard  to  gauge 
heretofore  prevailing  under  the  general  law  of  that 
State,  and  the  Steubenville  and  Indiana,  and  Co- 
lumbus, Piqua  and  Union  railroad  companies, 
having  engaged  to  bring  the  4  feet  84  inch  gauee 
from  the  western  line  of  Ohio  to  the  river  at  Steu- 
benville, it  is  urged  as  the  true  policy  of  the  com 
piny  to  adopt  the  gauge  of  the  connection  roads  «i 
each  end,  forming  a  continuous  line  of  uniform 
gauge  between  Philadelphia  and  St.  Louis. 

As  the  public  attention  has  been  drawn  to  the 
comparative  advantages  of  the  Piiisbuig  and  Steu- 
b.-nville  and  the  Hempfield  road,  we  take  the  lol- 
;    lowing  distances  from  the  report. 

A  Phila('elphia  to  St.  Louis,  Via  Wheeling 
ami  Z  inesville  route,  distance  as  giv- 
en in  reports 957  miles. 

Add  lor  two  breaks  of  gauge,  50  milts 
'      each 100 

Total 1,057  miles. 

Via  Pittsburg  and  Steubenville,  as  above.951 

Difference  in  favor  of  the  latter  route. . .  106  miles 
The  estimate  of  the  local  trade  and  travel  a!one 

•  between  Pittsburg  and  Columbus  it  is  believed,  al- 
lowing 50  per  cent  for  repairs  and  exp  nses,  will 
yiel.1  7J  percent  per  annum  on  a  capital  of  SI, - 
500000,  mote  than  sutlicienl  to  cover  the  whole 

'  cost  of  the  road  and  provide  a  rolling  stock  ade- 
quate for  the  accommodation  ol  a  business  of  200  - 
000  tons  per  annum.     It  is  stated  that  if  the  capi- 

i   talists  of  Pittsburg  and  Philadelphia  are  true  to 

^r  their  jatereste,  this  imporunt  link  in  the  through 


lioe  towaids  the  west  may  be  completed  and  in  op 
eralion  bei'ore  the  close  of  1854. 

The  following  are  the  items  ol  the  Treasurers 
statement :  .  j 

Capital  stock  paid  in .* $197,615 

Engineering  and  superintending.  18.211  fil 

O^.ce  fixtures 4.'j«)  49 

Grading  and  bridging 67411  6.> 

Heal  eMate 1  324  50 

Right  of  wav,  etc 4.402  50 

Expenses..;. 26(»H8 

Interest  anddiscount 424  53 

Balance  in  cash 102,719  84 

197.615 


GcorgiH. 

Augusta  and  Waynesbnro'  Railroad.— The  lol- 
lowing  is  the  r'^port  of  the  President  and  directors 
to  the  stockholders  of  the  zbove  company. 

Twelve  months  since  the  grading,  masonry  and 
bridging  of  the  twenty  miles  of  road  nearest  Au- 
ijusta,  had  just  then  bten  put  under  contract.  The 
Srst  monthly  "  estimate"  of  woi  k  done  on  that  di 
vision  w.'is  returned  in  Fel  ruary  last.  The  work 
on  that  Doriion  of  the  line  has  been  so  constantly 
and  judiciously  pressed  forward  by  the  contractois 
as  to  give  the  board  but  little  uneasiness  on  account 
if  delay,  and  no  cause  can  now  Le  seen  which  are 
likely  to  prevent  its  completion  at  an  eaily  perioO 
>vithin  the  present  year.  It  is  due  to  these  ener- 
getic contractors  to  say,  that  much-greater  nrogresy 
would  have  been  made,  but  for  a  summer  of  almost 
unprecedented  sii  kness,  followed  bv  a  seascnof  ex- 
cessive rains.  Tue  disastrous  (ffctsfrom  ihest 
'auses  were,  in  a  great  measure,  beyond  their  con- 
trol. 

The  delay  and  disappointments  which  have 
marked  the  progress  of  that  part  of  ihe  woik  lying 
between  Biiar  and  McBean  creeks,  referred  to  in 
ihe  Chief  Etiginfer's  report,  having  b**en  observe;i 
with  great  uneasiness  by  the  board.  The  tact  t*iai 
this  point  is  nearly  midway  between  the  Cntial 
r.iilroad  and  Augusta,  and  white  uijfiiii>hed  is  an 
obstacle  in  the  w<iy  of  the  «•?<;  of  the  road  at  tithei 
nd,  has  induced  the  bo^rd  to  m^k*"  ar^an:Jem^nt^ 
for  a  large  and  efficient  force  to  be  placed  at  onit 
upon  it.  It  is  hoped  that  these  energetic  measure'- 
*iil  ensure  its  compieiii.n  by  the  time  the  super- 
siructure  laid  down  simultan"ou^ly  f.om  Waynes- 
ooro'  and  from  Augusta,  shall  have  reached  thai 
point. 

The  iron  ordered  for  the  middle  division  of  the 
roal,  from  Waynesboro'  to  Grnves'  store,  arriveo 
-ome  time  since,  and  is  now  at  Waynes?K)ro' — ex- 
cept the  rails  that  b^ve  t>een  already  laid  down  be- 
yond that  point.  This  supply  of  iron,  which  ha> 
been  peid  tor  will  compleit-  the  track  fonnore  than 
tunt-lhirdsoi  xh''  entire  length  of  our  road.  A  cargi. 
DOW  daily  expected  in  Sitvaimah.  wi'l  tie  lot  waidtd 
>n  its  aiiival.  by  steamboat,  to  Au:;u»ta,  where 
everything  is  in  resdir.ess  lo  commence  layicg  lh< 
track  from  that  point  down  war  ."i. 

The  negotiations  with  the  Citv  Council  of  Au 
gusia,  pending  at  the  date  of  o  ir  last  tepoil  repott 
have  resulted  in  the  purchase  «(l'  a  site  I'T  aidep<  1 
at  a  m?ie|y  nominal  fiice.  This  viie  i>  conveni-  m 
and  well  adapted  to  our  u<e,  in  siz:-,  shafH*  and  lo- 
caiioii ;  and  is  nt>w  in  our  po»se->ion,  rea<!v  to  re 
■  eive  the  uepot  buiKiings.  soon  to  l»e  erected  there 

The  funds  ari>ihg  f  oin  ih-^  payments  of  su'> 
scriptions  to  the  capital  stock  of  the  company  will 
soon  be  entirely  expended  en  the  work.  As  the 
i>oard  at  present  sees  no  prospect  of  makin^g  an\ 
considerable  additi.*ns  to  the  list  of  sharehuldeis, 
sieps  have  been  taken  to  issue  7  per  cent.  l<onds  ol 
tne  company,  pay;ible  in  ten  years.  These'bond^ 
ouffht  to  be  dis;>o-eii  «»f  Vr-rv  readily,  as  ihpy  will 
'oiistiiute  ih^  only  incumbrance  OQ  the  road  when 
comfjletrd.  M)re  ihan  three-iourths  of  iheeniirr 
>vork  will  have  been  paid  f.  r,  m  cnsk,  beti>re  thr 
bonds  are  i-sued ;  and  the  road  will  be  yielding  7 
per  cent  »n  tne  cost,  under  a  contract  wi  h  the 
Central  company,  bef.iie  the  fir-t  year's  interest  on 
the  bonds  accrue.  Wi  h  such  securitv  they  can- 
not fail  to  be  sought  after  as  a  desirable  invesi- 
tn«^nt. 

The  road  to  Waynesbor<i'  hn«  been  worked  by 
the  Central  railroad  company,  since  the  early  pan 
of  May  last,  nnjer  the  arrangement  reftrred  to  in 
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our  l^st  annual  report.  The  iiiOi<  aliens  are  hnch 
as  to  satisfy  the  board  that  the  travel  on  ihisn  ue, 
when  optiied  thiough  to  Augu^'a  »i'l  be  v.iy 
laige  and  the  busin' sh  nff-nd  quit*'  equal  10  the 
expciaiions  of  the  most  ^a^gume  Irienos  ol  ihe 
woik 

i  Respectfully  solmitted. 

A.  il.  L.4WTON,  President. 

Sa'annah,  Jan.  1,  1853. 

W  !  learn  from  the  repoit  of  F.  P.  Ilolcomb.  E«:q., 
chief  engineer,  that  the  r'>ad  went  into  use  to 
Wayiesboro,  a  distance  of  20}  mil«-s  in  .May  last, 
since  which  time  it  bais  been  in  successful  opera- 
tion. 

The  belief  is  expressed  that  the  road  will  be 
completed  lo  Augusta  in  the  coming  fall.  For  a 
distance  of  23  miles,  the  grading  is  far  advancrd, 
and  t  ie  superstructure  will  be  commenced  at  Au- 
gusta as  soon  as  the  iron  now  on  the  way.  and  dai- 
ly ex  jected  arrives.  On  the  advantageous  site  se- 
curet  for  a  depot  in  Atig'»sta,  du'ing  the  summer 
a  warehouse,  passenger  house, engine  hi>use, smith 
and  machine  shops  will  be  ereccd.  The  euiire 
lengtii  of  ihe  road  is  5i  MO  miles. 

Tl  e  statement  of  receipts  and  disbursements  to 
3lst  Dec.  1852,  is  as  follows: 

Capital  fctojk,  ca<-h  and  bonds S'»<'7  3?0 

lofinieresl 21700 


On  l|iese  there  is  due  fi3l,fi80. 

DISBlRSEMf:NT8. 

Surij^ysand  Engineering 

Coi:structii>n.  cost  of  iron,  irrigfat  etc 

Spiiff-s,  chairs,  cl"...., 

Paid  to  contraciors..  .^ 

lligl  t  of  way 

Intel  e>t    on     247    shtircs  of 

stuck 24  700  00 

Less  account  received  for  pre- 

m  urns « 7.057  41) 


For 
For 
For 
For 
Cdsh 


incidental  expenses 

salaries 

advertising  and  printing. 

depot  lots  at  Augusta 

and  bonds 


^92.020 


«27  430  96 

141  9«H  45 

15  512  91 

331  31H  51 

8,117  C3 


17  612  54 

4.'>h  n; 

10417  67 

5ti3  <i3 

4  2' HI  iNI 

3nJl   45 


/>  iproviment  of  the 


5ljy2  02U  ^ 


loiwa. 

nt$  M'ines  River. — The  St. 


Louis  Intelligencer  Mates  that  a  bi!l  is  li"t<>ie  the 
Legislature  o!  Iowa,  with  a  gwd  pro- peel  of  be- 
coming a  law,  "to  c<fitra"t  witb  Page  &  Bacon,  of 
St.  jouis,  for  the  coiiipltii.<n  ol  the  works  ujvui  the 
Des  Moin's  river.  Th?  t-  rms  ».t  the  contia-i  are 
bri  iv  these  :— The  3'ate  will  atwilutely  coi.vei  to 
Page  &  B  c  >n,  the  remaining  liind>, amounting  to 
nea  ly '.MJ  OOO  ^cre*;.  P.«g  •  &  Bacon  are  to  pay 
for  hese  lands  ft  1  300  000  (52(10  WK)  each  ri  «r  l«  r 
five  years),  in  which  time  the  eniiie  vM.rk  to  F*  rt 
Des  Moiiifs  is  to  be  (oinpl-  ted.  They  are  al»o  to 
hav?  tolls,  wait-r  rents  etc.,  lor  25  years,  sud  the 
ab-(ilu»e  control  of  the  lands,  to  be  sra^'uat.d  atd 
sold  at  their  own  prices.  AUo,  no  railroad  is  lo  be 
hui  t  within  ten  mileB  of  the  river,  rjniiiug  paral- 
lel fiih  it.  for  forty  mibs.  Page  &  Bacon  eive  a 
moilgage  on  tne  lands,  as  s'.  cotiiy.  ■•  nd  are  lo  ki  <  p 
the  woiki  in  peifecl  re^iair  for  the  period  of  twenty 
five  years. 

1  hus  the  State  is  tn'-ored  the  completion  of  the 
woik,  by  the  fun  I  granted  for  it ;  an  imp^raii.  n 
of  i  1.300000;  and  ihe  profits  of  the  improvem' nt 
afitr  25  years.  Page  &  Bt-od  p^y  ar>out  S'  5*1  p  r 
ACT',  for  the  land,  which  could  t>e  ha.-  with  iat.d 
wai  rants  at  60  cen's.  Tne  bill  will  probably  p<<-« 
bu!  I  Houses,  and  nc-  ive  th"  appn  val  of  ihe  Gov- 
eruDr.  It  is  more  acceptable  than  the  pro, o^td 
sch  E-me  10  pledge  the  State  citdit." 
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Baltimore  and  Susquehanna  Railroad. — The  fol- 
lowing extracts  from  the  report  of  the  President  and 
Directors  ot  this  Company  will  present  the  history 
of  its  operations  during  the  fiscal  year  up  to  30th 
Sept.  last. 

The  transportation  of  tonnage  and  passengers 
over  ihc  road,  and  the  roads  which  connect  there- 
with, oper^ited  by  the  machinery  nf  this  compnD>, 
has  been  as  foliows:  BeiwetDBiiltimore  and  York 
over  the  Baltimore  and  Sus-quehaima  aixl  York 
and  Maryland  Line  Railroads,  passengers  151, IK?; 
tons  of  treis:ht  226,730.  Over  the  Wrighisville. 
Y-  rk  and  Gettysburg  railroad,  between  York  and 
Wiishtsvil'e,  passengers  23,741,  tons  of  freigni 
85.641.  Over  the  York  and  Cumberland  railnad 
between  York  and  H  irrisbur^.  passengers  38  705 
tons  of  freight  40 'JHl,  ami  over  the  Hnnovti 
Bracch  railroad,  between  Hanover  and  the  Jnnf 
tioa,  Irora  the  period  ol  its  opt'nine  to  ihe  30. h 
September.  1852,  was.  passengers  l,87iJ,  and  ums 
oi  ireigtii  2  271);  thus  .showmjj  the  gross  number  oi 
passengers  to  he  lh3,7l)i,  aiid  tons  of  freight  254  - 
552  being  an  increase  over  the  previous  year  ir| 
38  518  passengers,  and  31  119  ions  ot  freight. 

Durina  the  pa-t  year  the  company  ncgoiiaiHtl  a 
loan  on  itt  credit,  by  virtue  of  the  act  passed  De 
cumber  session,  1845  and  the  Mipplemeni  th  rt  i<>. 
Thi.-  loan  amounted  to  one  hundred  and  fifty  thou 
sand  dullar:<  ill  the  company's  coupon  l>u"(ts,  ani: 
was  eflectea  on  the  terms  specified  in  the  a<:t,  at  a 
commis>ion  of  five  per  cent,  ''able  No.  4  shoW' 
the  net  receipts  (nun  the  sale  of  their  bomls,  am 
ountiog  to  $142  700,  of  which  $!l09,75t>  75  has  heei. 
expended  iislollows:  F>r  Locomotives,  $;55  952  25; 
for  Burden  Cais,  S48,7p2  50;  Pass.uger  Cais 
$2,000;  machinery  tor  shops,  ij3.025  and  l°avlnt 
balance  on  hand  ot  $32  940  25;  a  large  poniuii  ol 
which  has  bem  appropriaud  lor  additional  Burden 
Cars  and  oiher  improvemenis  ol  a  permanent  char- 
acter. 

The  gross  amount  of  earnings  on  the  road- 
worked  by  the  machinery  of  this  company  for  ihi 
past  year,  was  as  follows : 

Baltimore  and  Susquehanna  rail  road..  S322,900  5') 
Wrighisville,     Yoik    and  Gettysburg 

railroad ".     40  903  5!t 

York  and  Cumberland  Railroad 47  ti2t>  N 

Junction  and  Hanover  Branch  railroad       2 1)42  4i 


.   8413,673  70 

Which,  compared  with  the  revenues1>f  these  road> 
last  year,  shows  an  increase  between  Baltimore  ami 
York  of  S23.365  19;  between  York  and  Hairis- 
bnrg,  827  61191,  Hanover  Junctim,  S'2,042  42, 
and  a  decrease  between  York  and  Wrightsville  oJ 
Sl,503o0. 

•  ♦♦♦♦♦ 

The  expeuditures  of  the  company,  on  account  of 
transportation  lor  the  year  enOing  the  30th  S^'p 
tember  1*52,  was  S2(jl,137  58,  being  an  increase  ol 
$67,719  30  over  the  amount  expended  the  previous 
year.  This  expenditure  is  applicable  mainly  to 
the  expenses  of  moving  propeity  over  the  road,  ant^ 
to  large  outlays  for  repairs  uf  track  and  bridges, 
rendered  necessary  by  the  increase  in  the  veloeity 
of  passenger  trams;  also  by  the  introduction  of  a 
heavier  description  of  motive  power  in  the  burden 
transportation  than  had  previously  been  used  on 
the  line  ot  this  road,  and  the  introiluction  of  which 
was  deemed  indispensable  t  the  prdfifiole  working 
of  a  road  with  heavy  gradients.  The  reconstruc- 
tion of  the  bridges  has  been  steadily  pursued  as 
last  as  a  due  regard  to  the  oblii^ations  of  the  com- 
pany, and  a  proper  economy  admitted  of,  and  it  is 
a  source  of  high  gratification  to  be  able  to  an- 
oounce  to  the  stockholders,  that  all  the  original 
wooden  structures  being  4,700  feet,  not  rebuilt  De- 
fore  1846  have  been  replaced  by  others  ol  a  sub- 
stantial character  on  the  most  improved  plan.  The 
only  exceptions  to  this  general  reconstruction,  are 
two  bridges  over  the  Codorus  and  three  over  the 
Gunpowder,  the  aggregate  length  oi  which  dots  not 
exceed  six  hundred  feet.  The  materials  for  these 
are  on  hand,  and  the  work  in  such  a  state  of  for- 
wardness as  to  ensure  their  compietion  at  an  eat  ly 
day.  The  eight  hundred  and  forty-one  feel  o 
bridging,  replaced  prior  to  1847b?ing  ton  slight  for 
ttie  present  business  of  the  road,    will   require 


strengthening  during  the  coming  year,  the  estima- 
ted cost  of  which  does  not  exceed  S2  000;  this 
done,  the  lirii'ging  on  this  road  will  compare  fav- 
orably wiih  that  of  any  other  in  the  country.  A  re- 
ference to  the  proper  table  will  show  the  fact  that 
the  number  of  miles  run  by  locomolives  exceeded 
ih-it  uf  last  year  seventy  thousand  miles.  Much 
of  this  increased  running  was  caused  by  the  neces- 
sity of  pertecting  our  connections  with  other  roads, 
and  which  it  was   deemed  essential  to  us  that  we 

should  do,  even  a  I  the  expense  it  emailed:  heoce 

trains  had  to  be  run  lor  the  accuoimodatioQ  of  local 
business  that  could  not  be  seived  by  the  through 
rains  running  at  tLe  hours  their  connections  ren- 
dered necessary. 

It  is  believed  that  the  reputation  acquired  by  the 
route  as  a  rapid  and  reliable  means  ot  transit  be- 
tween  the  east  and  the  west,  will  more  than  repay 
ihe  company  lor  the  expense  just  allu  lei(  to.    Dur 
iiig  ih-  past  fiscal  y^ar,  as  h.is  b:  eu  belore  stated, 
UiTc  was  cariied  over  the  main  siem  of  our  road 
letween    Baltimore    anl    York,   226  730   ions   of 
freight;  and  over  the  Wrightsville  road,  between 
Voik  and  Columbia, )S5.G4 1  tons,  being  an  increase 
on  the  Ibimer  of  3,4ti7  tons,  and  a  decrease  on  the 
alter  ot  2,732  tons,  as  compared  with  the  tonnage 
ii  ihe  previous  year.     Notwithstanding  that  the  net 
inc  ease  of  tjnnage  between  Bahimore  and  Colum- 
oia  has  ihusoiily  amounted  to735tons,the  increase 
•I   reveijiie  troin  that  source  has  been  $12  458.  the 
lififereiice  ot  whicii  may  b..'  lairly  attributed  to  the 
iivorable  influence  of  me  new  toll  sheet  that  went 
into  etfect  oil  the  lOih  of  June,  and  which  on  the 
<Oih  September  had  been  in  operation  three  an  i 
iwo-thiid  mouths.     The  operation  ol  ihe  rates  thus 
stablishei',  has  been  to  thiow  into  the  cars  of  the 
;ompdny  i.;eir  fill  capacity  of  the  company's  legiii- 
inate  business — viz:  the  transportation  ot  treigbt 
>ver  their  own  road,  and  instead  ot  (as  in  previous 
/ears)  our  cars   laying  iule  on   sidelings,  while 
those  belonging  to  individual  owners  were  engross- 
in.:  the  tiaosportation  business,  we  have  doue  the 
.vork  ours-^lvcs  ;  ami   bes'dcs  establishing  a  cheap 
iiid  uniloim  system  of  charges  on  the  line  ot  loau, 
he  public  are  protected  Irom  the  <  emands  ot  those; 
A'hose  interest  it  was  to  make  all  they  cculd  out  ol 
he  business  tor  the  time  being.     The  atteutiou  of 
he  stockholders  was  called  to  this  subject  in  the 
last  annual  report,  and  it  was  then  estimated,  though 
nut  expressed,  that  on  the  busines-s  of  the  previous 
vear,  it  wt.uld   increase  the  gross  revenue  ot  the 
company  ©30,000 — the  result  tor  the  period  above 
<ivi.-u  indicates  a  uiu  :h  larger  amount  of  increase 
from  its  operations  during  the  ensuing  year. 

Notwiinstanding  the  expenditures  of  the  past 
year,  there  has  been  piid  to  the  Treasurer  ot  Mary- 
and,  during  the  fiscal  year  of  the  company,  ifc78,- 
230  68,  of  which  S60  000  was  in  the  fiscal  year  ol 
he  State,  biuci  the  close  ot  the  company's  fiscal 
y;;ar,  a  further  payment  has  been  made  toiheTrea- 
suier  ot  Mary  Unit  ol  ^25  000. 

At  the  request  ol  the  Piesident  of  the  company, 
who  took  charge  of  its  afi'airs  but  a  lew  days  pre 
vious  to  the  expiration  of  its  fiscal  year,  the  fore- 
going exposition  of  .he  current  operations  of  the 
company  has  been  prepared  by  the  undersigned,  and 
with  ih'i  approval  cf  the  board  is  submitted  to  the 
consideration  of  the  stockholders. 

Kir  the  future  policy  and  piospects  of  the  com- 
pany I  most  respL'ctiuily  reler  all  interested  in  this 
woric,  so  intimately  connected  with  the  growth  and 
prosperity  ol  the  city  of  Baltimore,  to  the  very  able 
codiiMunic-ation  of  Robert  C  Wrisbt,  Esq.,  P:e*i- 
dent  of  the  company,  addressed  to  His  Excellency 
the  Governor,  and  the  Comptroller  of  Maryland, 
which,  by  the  kind  permission  of  its  author,  is 
hereto  appended. 

R.  M.  Magraw. 

The  President  for  the  current  year,  Robert  C. 
Wright,  E-q.,  at  the  request  of  the  Governor  of  the 
State  ot  Maryland,  has  made  a  report  on  the  pres 
enl  condition  of  the  company.  Two  hundred  tons 
of  rails  have  been  purchased  and  are  to  be  laid  dur 
mg  the  winter,  and  it  is  hoped  that  by  re-rollingthe 
old  rails  no  new  purchases  of  iron  will  be  needed 
at  present.  \ 

The  running  stock  of  the  company  is  generally 
in  good  cooaition.    Some  of  the  old  locomotirea 


might,  perhaps  u  ith  advantage  to  the  interest  of 
the  company,  be  replaced  with  others  ot  more  pow* 
er.  During'  the  last  fiscal  year  of  the  company, 
ending  30th  September,  six  new  locomotives  were 
purchased,  and  large  additions  were  made  to  the 
car  stock. 

Since  the  commencement  of  the  present  fiscal 
year  one  other  new  locomotive  has  been  purchased, 
and  one  is  rebuilding  in  the  shops  of  the  company. 

The  increased  capacity  o.''  the  moving  power  of 
the  company  is  fully  employed  by  the  business 
opened  between  Baltimore  and  Harrisburg,  by  the 
completion  of  the  section  of  the  Pennsylvania  rail- 
road lying  between  Pittsburgh  and  the  Allegheny 
mountains.  This  link  now  completed  puts  Balti- 
more for  the  first  time  into  railroad  communication 
with  the  western  thoroughfares,  and  with  Cincin- 
nati and  her  western  tributaries. 

As  some  slight  indication  of  the  great  importance 
to  the  city  of  Baltimore,  as  well  as  to  this  company, 
of  ihe  new  trade  opened  to  us  through  the  Pennsyl- 
vania railroad,  it  may  be  stated  that  the  income  of 
the  Baltimore  and  Susquehanna  railroad  shows  an 
increase  for  the  months  of  October  and  November 
of  the  present  year,  over  the  corresponding  mon'bs 
of  last  year,  of  $3,(i61.ll  trom  passengers,  and  S9,- 
575.59  from  treight,  or  a  gross  gain  of  $13,226  70 
in  two  months;  and  it  is  to  be  observed  that  this 
gain  properly  belongs  to  a  shorter  period  even  than 
two  months,  as  th?  connection  v>  ith  Piitsbargh 
though  the  Pennsylvania  railroad  was  not  opened 
until  the  20th  November. 

In  leference  to  the  prospect  of  paying  off  the  in- 
debtedness to  the  state,  Mr.  Wrisht  expresses  the 
belief  that  the  last  year  was  the  turning  point  in 
the  destiny  of  the  company.  An  onerous  contract 
with  the  Wrightsville,  York  and  Gettysburg  rail- 
road company,  has  been  annulled,  and  one  condi- 
tion of  the  new  contract  entered  into  between  the 
companies  is  that  the  W.  Y.  &  G.  railroad  shall 
isAue  to  the  Baltimore  and  Susquehanna  its  bonds, 
bearing  six  per  cent,  interest,  payable  in  15  years, 
for  the  amount  of  its  indebtedness  to  the  latter  Co, 
Ot  these  bonds  $100,000  have  been  received  and 
are  available.  Negotiations  are  also  on  foot  for  a 
new  contract  in  reference  to  working  the  York  and 
Cumberland  railroad. 

The  belief  is  expressed  that  the  present  capacity 
of  the  road  is  not  commensurate  with  its  future 
prospects,  even  for  the  accommodation  ot  the  busi- 
ness which  will  reach  it  from  its  present  connec- 
lions,  under  its  natural  increase,  the  present  capa- 
city of  the  road  would  in  a  very  few  years  be  found 
Utterly  inadequate.  But  it  is  known  lo  you  that  the 
Susquehanna  railroad  running  up  the  valley  of  the 
Susquehanna,  and  extending  from  Bridgeport  on 
the  south,  the  present  terminus  of  the  York  and 
Cumberland  railroad,  to  Williamsport  on  the  north, 
is  now  under  contract,  anti  will  in  the  course  of  a 
year  or  two,  present  to  us  a  connection  throughout 
its  whole  length  with  the  western  slope  of  those 
great  Pennsylvania  coal  fields,  which  from  their 
eastern  slope  now  furnish  the  Readirg  railroad  and 
the  canal  by  its  side  many  millions  of  tons  ot  coal, 
and  which  in  its  distribution  gives  employment  to 
an  amount  of  tonnage  greater  than  that  employed 
in  the  foreign  trade  of  the  port  ot  New  York,  which 
gave  to  the  Reading  railroad  for  its  last  fiscal  year 
a  gross  income  of  over  two  milliors  of  dollars,  and 
enabled  it  to  pay  six  per  cent,  upon  the  enormous 
cost  of  the  road,  seventeen  millions  of  dollars  for 
ninety-one  miles.        ,1      "<■..:  ;.         •?>> 

From  Dauphin,  Lyken's  Valley, Treverton,  Sha- 
mokin  aud  the  Wilkesboro'  region,  Yaat  qaaatitiei 
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of  coal  only  want  r.a  outleno  pour  themselves  into 
the  shipping  at  tfie  wharfs  of  Baltimore,  and  thus 
an  outlet  will  be  supplied  by  the  extension  of  the 
Susquehanna  railroad  up  the  valley  of  the  Susque- 
hanna. 

This  trade  with  the  accession  to  travel  from  thf 
proposed  jnnction  at  Elmira  with  the  Erie  railroati 
will,  in  the  opinion  of  Mr.  W.  require  a  double 
track  on  the  entire  length  of  the  Baltimore  and  Sus- 
quehanna and  also  on  the  York  and  Cumberland 
and  the  Susquehanna  railroads. 

Two  courses  are  suggested  in  reference  to  the 
State  debt- 
One,  that  the  state  should  retire  from  its  position 
as  a  preferred  creditor  of  the  company,  and  leave 
it  at  perlecc  liberty  to  nse  its  credit  to  «ach  extent 
as  might  be  necessary  to  accomplish  the  purpose 
propo>ed,  with  power  tocon(erpriority  upon  its  new 
indebtedness;  the  state  reserving  to  itself  the  neii 
place  in  the  obligations  of  the  company,  alter  full 
provision  should  be  made  fur  such  new  creditors. 
The  other,  which  it  is  believed  would  ultimately 
prove  of  greater  advantage  to  the  state,  althoush 
less  acceptable  to  the  private  stockholder,  that  th* 
state  should  for  the  whole  amount  ot  the  companys 
present  indebtedness  place  itself  in  the  relationship 
to  the  company  of  a  simple  stockholder,  which 
would,  as  in  ihe  former  case,  leave  the  company  in 
the  Irce  use  of  its  credit,  with  power  to  confer  pri- 
ority upon  any  new  creditors. 

The  company  also  ask  the  liberty,  in  case  of  ac- 
tion on  the  part  ol  the  state,  in  either  alternative,  to 
loan  to  the  York  and  Cumberland  and  Susquehan- 
na railroad  companies,  sufficient  means  to  lay  down 
wiihia  the  shortest  time  double  track. 


Michigan* 

Michigan  Central  Railroad. — The  following  sta 
tistics  ot  the  above  road  are  taken  from  the  Detroit 
Free  Press. 

We  seo  by  the  report  of  the  earnings  of  this  road 
for  the  D'onth  of  Dnceraber,  1852,  that  they  exceeo 
the  earnings  of  December,  1851,  by  nearly  double 
The  report  stand  as  follows : 

Freights.       Passengers.       To'al. 
Dec,  1W5-2 . . . . ft3r>  8 1  fi  4-2    §27  6(54  99    i64  4H I  40 
Dec,  1851....    18  154  77        17  1510-2       35,305  7: « 


Increase,  1852.S '8  061  G5    810,51396     S29.175  til 
Number  ol  pass*- ngers  Dec,  1851  and  1852: 

Thronsh.        Wav.  Total 

D-cember,  1R52 22l3i        12,839  15057J 

December,  1851 1,2:U  7,757  89sh 


Increase 9b7j  5,082  6  0(i!H 

The  en'ire  earnings  of  the  road  Irom  freights 
and  passengers,  for  the  last  two  yeajs,  are  as  lol- 
liiws : 

Y- ar  ending  D-c  31,  1851 . ....  .S'.OIO  982  44 

Yeartndiog  D  c.  31,  1852 1  025,5ltJ08 

Total  numhfT  of  passengers  transported; 

Year  ending  Dec  31,  1852. 225  lOlf 

Year  ending  Dec  31,  1851 22i05ti 


Increase ....3  045i 

This  statement  is  sufficient  evidence  that  th'-  roac 
is  doing  remarkably  well,  panicularly  wnen  it  is 
remembered  that  the  year  just  passed  presented  a 
coniinued  series  of  misfortunes  to  the  steamboats 
on  Lake  Erie,  connected  with  the  road,  and  an  ac- 
tive comp-tiiion. 

Although  the  year  1851  was  accounted  one  of 
unusual  prospeiiiy,  and  the  roai*  enjoying  the  lion's 
share  i>l  the  business,  yet  we  find  by  the  figures  a- 
bove  quoted  that  the  business  ot  1852  exceeded  that 
of  1851. 

In  view  of  the  opening,  in  a  few  weeks,  of  the 
northern  portion  of  the  New  Albany  and  Salem 
road.  cotiBcct ins  with  the  Michigan  Central  road 
a'.  Michig  n  City,  the  early  completion  of  large 
punions  of  1he  various  Illinois  lines  o!  road  now 
in  active  process  of  construction,  and  the  comple- 
tion of  the  Great  WesL-rn  (Canada)  road,  the  stock 
of  this  road  must  be  considered  one  of  the  best  in- 
vesiments  of  the  kind  in  the  Unioo. 


FiB«ae«B  mt  New  Jersey* 

We  gather  the  following  summary  ot  the  finan- 
cial condition  of  this  State  (romthe  recent  message 
of  the  Governor. 

The  receipts  during  the  year  ending  December 
31,  1852,  have  been  as  follows,  viz: 
Transit  duties  from  Delaware  and  Rar- 

itan canal  company  ...^ $31,668  43 

Ditto  from  Camden  and  Amt>oy  rail- 
road and  transportation  company...      49,584  42 
Ditto  from  New  Jersey  R.  R.  and'  Tr. 

company 13,081  29 

Tax  on  capital  stuckof  N.J.  R.R.  and 

Tr.  company 10,000  00 

Ditto  on  Paterson  &  Hudson  River  R. 

R.Co 2,665  00 

Ditto  on  capital  stock  ot  Eagle  Life  &. 

Health  Insurance  Co 195  78 

Pedlers' licences 1,053  00 

Dividends  on  stock  of  CamJen  and  Am- 

boy  railroad  and  Tr.  Co 20.000  00 

Interest 3  984  38 

Surplus  earnings  of  State  Prison 5,000  00 

Commissioners  to  discontinue  House 

of  Refuge 2,904  42 

Principal  ot  bond  and  mortgage  paid.  784  45 

Forfeited  recognizances 561  94 

Forfeiture  for  usury Ill  72 

Tax  on  insurance  premiums 88  5 1 

Special  loan 30  000  00 


Cash  on  hand  January  1, 1853. 


Sl7l,68:i  34 
1.553  70 


Making  the  available  fund* $173,237  10 

Disbursements. 
Paid  during  last  yenr  for  the  ordinary 

expenses  of  government 88,684  08 

For  extraordinary  expenses,  viz: 
Appropriation     to    Public  i 

schools $40  000  00 

House  jf  Ri luge 14,415  80 

Lunatic  Asylum 11.145  22 

Stale  Prison  im|-rovements     4  Ho7  87 

GitTora's  Index 2,000  00 

Surveyor  Generals  offices 
at  Burlington  and  Perth 

Amboy 1,400  00 

Vault  for  ireasurei's  office.       1,(HW)  00 

Cul  nizaiion  Society 4,000  00 

G-isfi.xtures  forSiate  house        872  25 
Boundary  line  commission- 
ers between  Cumberland 
and  Cape  May 132  50 


$75,854  04 


Belotfr  we  give  a  few  of  the  leading  farts  in  re- 
ference ito  the  trade  and  commerce  ol  the  City  of 
St.  Lo4is,  for  1852,  copied  from  the  annual  com- 
mercial reve^iue  of  the  St.  Louis  intelligencer.  The 
population  of  the  city  is  estimated  at  100,000— in 
.1840  it  Was  IC.OOO,  showing  an  increase  of  84,000, 
in  the  short  space  of  12  years. 

Durilig  the  year  of  1852  there  were  3,188  steam- 
boat arrivals  having  an  aggregate  tonnage  ut  735,- 
243tonf,  and  yielding  a  wharf  revenue  ot  $51,304^ 
73.        J 
Statement  showing  the  comparative   receipts  of 

fifteei  of  the  leading  articles  v(  produce  for  the 

years!  1851  and  1852: 

Articles,  1851.       1852 

Tobacclo,  hhds..        11.133    13  981 
boxes.  6.929     I2  3;»8 

Hemp,  [bales....        65  397    48  813 

Lead, figs 498,135  404.348 

Flour,  )bls 184  446  131.333 

Wheat  bbis 17231     16942 

sacks.      806  827  770  913 
Corn,  sbcks 895.550  33S  502 


$1G5  5:W  12 
LeJiving  a  balance  in  the  Treasury  of.      7.»i9i^  98 


$173*287  10 


The  Sinithaonlan  Instlintlon. 

The  fir-t  meeting  ol  the  Bv»ard  of  Regents  for 
1853,  took  phce  on  Wednesday  at  Washington. 
The  present  board  is  composed  of  the  following 
gentlemen  : 

H  m.  Wm.  R.  King,  Vice  President  of  the  Uni- 
ted States. 

Hiin.  Roger.  B.  Taney,  Chief  Justice  ot  the  U. 
StK'es. 

Hon.  John  W.  Maury,  Mayor  of  Washington 
citv. 

Hon.  James  A.  Pierce,  U.  States  Senate. 

Hon.  James  A.  Mason.  U.  States  Senate. 

Hon.  R.  M.Charlton,  U.  States  Senate. 

Hon.  James  Meacham.  House  ol  Representa- 
tives, U.  S. 

Hon.  Graham  N.  Fitch,  House  of  Representa- 
tives, U.  S. 

Hon.  Wm  F.  Colcock,  House  oi  Represeutives, 
United  States,  j 

Rutns  Choate,  citizen  of  Massachusetts.       I 

Gideon  Hawley,  citizen  of  New  Yoik.  } 

J.  M   Berrien,  citizen  of  Geo'gia. 

Richard  Rush,  citizen  of  Pennsylvania. 

Alexander  D.  Bache,  memoer  of  the  National 
Institute. 

Joseph  G.  Toiten,  member  of  the  National  Insti- 
tute. 


Oats,  sacks. 
Barley  sacks... 
Pork,  ijerces...*. 
bbls... 
AickleJ,  dry  salt- 
ed N  eats,  csks 

and  ihds 

tiercqs  and  bbls 

pieces 

tons.. 

Beef,  tjerces .... 

bbls . . 

csks  and 


Bacon 

hbdi 

Bacon 

box(s 


397.137  32 1. MO 

63  215    45H24 

2.180       1  855 

92,79:J    63.679 


2  «32      2  500 

7.WK)       H,042 
1,173.3:<7  436  629 


nc'se. 

Dec'sc. 

2.846 

•  •  •  • 

5.4o9 

•  •  •  • 

.... 

16.579 

•  •  •  ■ 

93  787 

•  •  •  • 

53  113 

•  •  •  • 

289 

.... 

35hh4 

.... 

557,«>48 

•  •  e  a 

76.497 

•  •  «  ■ 

17.391 

2H5 

•  •  •  > 

29  029 

152 


692 
3  228 

7,777 


2">5 

4.036 

10  249 


42 

636,7i';8 
407 


bbls  and 


17,033     10,3-28 


pi'CeS. .. 
ierces  and 


3S(H) 
6,229 


I  790 
12  165 


803 
2.472 


5.866 


6,705 
1,770 


Bacon 
Lard, 

baritis 5'9«1  39  390      ....    I3.')91 

L^rd,  tegs 14to',4  9  377       4  li97 

Whisley,  bbls..  40  480  45  5tW  5  (i88 

Hides  louse...,  86  374  97,141  I0  7:0 

Comparative   receipts  of  the  Irading  ariicKs  of 
Groce  ies  for  the  two  years  last  past. 

l<^\.         1852      Inc'se  Decse. 
24,7-22    3-2,5-23     7803       .... 


Sugar 
Suear, 
and 


Sugar,  b;igs 


C  .flee 


Molasses,  barrels 


and 


tieicrs 


thy 

showi 


hhds.... 

barrels 

boxes 


bags... 


Salt,  liarrels. 


30,606 

89i468 

34.047 
30  591 


26.911  .... 
a-<4l«  27  416 
97.696    8  2-28 

51  .•?04  17  257 
42  2^1    II  i;<M 


3,695 


«ckt 15-2,^«55  2Mi,50t>l!3i;5l       

Kinanees  of  Xlcliig;«M. 

Gov.  McCleland,  of   Michigan     in  his  m^t^pgt 
descri  ties  the  financial  condition  of  th'-  stale  as  heal- 
apid  encouraging.    The  following  statement 
the  result  for  two  years : 

The  dmount  in  the  treasury  November 

30,  1850 $353r,0  27 

Receipts  during  the  fiscal  year 414  390  l8 


Available  means. $449  7.'>u  45 

The  expenditures  lor  the  same  period.    352-2^7  22 

Balaice  in  the  treasury  Nov.  30.  1850.  *H7  243  22 
Receik  IS  during  th-i  last  fiscal  year 451  U82  97 


.. 


vailabic  m^^ans..! t54H3-2t;  25 

The  Expenditures  lor  the  same  period.    43l  9I8  97 


Balaice  in  the  treasury  Nov.  30.  '52..SI  l«»  407  23 
Th?  funced  and  fundable  debt  ol  the  s'**te  was: 

Nove (nber  30, 1852 $•2,501 2i;9  \3 

Nove^nber30,  1851 2307850  19 

The  sbecific  taxes  for  1851  were $2*  7'  *  "<* 

"    I        "  "    2852  were 85  854  71 

Thp   Governor    recommends    provision    be.ng 
aadeifor  •  stukio|  fund   It  ahorecom mended  that 
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the  legislaiure  take  inio  consideraiion  the  ptoprie- 
ty  of  enacting  a  general  banking  law.  It  is  esti 
mated  that  the  numbej  of  t'oreisn  bank  notes  in  cir- 
cnlatiun  in  the  state  is  §3  000  000  ;  itpecie  in  actual 
circulation,  $500,000,  making  an  aggregate  ot  $4,- 
100,000. 
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Ohio. 

Toledo,  Norwalk  and  Cleveland  Railroad. — We 
give  elsewhere  the  firnt  annual  report  of  this  com- 
pany, the  entire  line  of  which  is  opened  for  travel 
this  week.  The  whole  road,  87  miles'  in  length 
has  been  constructed  within  little  more  than  a  year. 
A  feat  unequalled,  we  believe,  in  the  history  o( 
railroads  in  this  country,  relleoiin?  no  small  credit 
upon  the  parties  who  have  had  charge  of  this  im- 
portant enterprize.  } 

This  company  are  now  in  a  fair  way  of  being 
speedily  repaid  for  the  extraordinary  enoray  and 
ability  they  have  displayed  in  the  prost  cation  of  the 
road.     It  is,  and  must  for  s  ime  years  continu';  to 
be,  the  only  line  of  road,  conncctiDg  Southtrn  Mi- 
chigan, and  Northern  Indiana  and  Illinois,  and  the 
far  West,  with  the  Elaat.     Over  it  must  pass  all  the 
travel  and  business  of  1.500  000 of  peopfe,  till  otbei 
avenues  shall  be  openeil,  which  cannot  be  done  foi 
some  time  to  come.    These  facts  must  secure  to 
this  road  an  enormous  through  business,  independ 
ent  of  its  local  traffic,  which  mu.^-t  place  its  ^tock  in 
a  very  short  tira=  al"nKside  of  the  highest  price" 
stocks  in  the  West.     The  company  havpvissued  no 
convertiblis  which  is  an  important  fact  in  relatioi 
to  the  value  of  its  stock.    This  now  cannot  he  haci 
at  par,  and  we  believe  that   when  a  lew  month- 
op^ratioii  shall  be  made  public,  it  will  take  position 
with  the  !>t(xks  of  the  Cl-veland   and  Columbus 
and  Michigan  S  uiih-rn  ri>aJs.  j 

Bcllefontaliie  uud  ludlaua  Kailroad« 

The  annual  meeting  of  the  i-io  khol  lt';8  in  tht 
Belltfi  n'aine  and  Indiana  railroad  company  was 
held  at  Bi^lletoniaine  on  the  I2tli  inst.,  and  the  fol- 
lowing seiitleraen  were  elected  as  directors  for  tht 
year:  James  H  Godman,  Wm.  L.  K'ndrick,  anfl 
Owen  Patten,  of  Mariun  Ohio;  Win.  A.  Oii*,  oi 
Cleveland;  Robt.  H.  Canby,  of  B-ll»(«niaine ;  J. 
Mills,  of  Sidney;  Levi  Hnuston,  ot  Houston. 

There  wert-  17.8L>0  votes  polled,  all  of  whii  h  wer( 
for  the  above  li.ket.  The  only  cha  ige^Jn:  .i  the 
old  board  is  Wm  A.  0A<,  E-q..  of  Cleveland,  in 
place  ol  John  Mc  Elrov,  E'q  ,  of  Sidney,  who  de- 
clined being  a  candidate  again. 

At  a  subsiq'ieni  meeting  «>f  the  board,  H  'n.  Ja*-. 
H.  Godman  wa>  unaniroously  re  elected  Pr.-sident. 
Wm  L  Kenitick,  E^q.,  S-cretary  and  Treasuter 
and  W.  Milncr  Roberts,  Chief  Engineer,  J.  Pem- 
bertcn  and  James  P.  Harper,  Resident  Engineer-^, 
Charles  Sellers,  Superintendent  and  Master  Ma- 
chinist. 

It  is  expected,  if  the  winter  should  prove  favo.'a- 
ble,  that  the  whole  line  from  Galion  to  Indiana 
will  be  in  operation  in  April.  i 

-  Ohio.  ' 

Dayton  and  Greenville  Railroad. — At  the  annua' 
meeting  of  the  aocUholders  of  the  Dayton  and 
Greenville  road,  on  the  jth  inst.  the  folloyjyng  gen- 
tlemen were  duly  elected  direcrors  for  thecuirent 
year:  E.  B.  Taylor,  W.  W.  Wilon,  H  Arnold 
D  R  Davis..  A.  K'wglcr,  A.  Kiichcr,  J.  Wharry 
W.  A.  Westcn,  F.  Waring,  W.  S.  Westerman, 
Thomas  Parroit,  H.  Gebbaii,  R.  Lowry, 


Indiana. 

Junction  RaUroad.—Tt\e  stockholders  of  the 
Junction  Railway  Company  recently  held  their  an- 
nual meeting  at  Connersville,  and  elected  the  fol- 
lowing gentlemen  directors  for  the  current  year: 
Messrs.  Ridenour.  J.  S.  Reid,  C.  Walker,  W.  M 
Smiih,  Conwell  H.  Ridee,  and  Cook.  Mr.  Riden- 
our was  re-elected  President. 

New  Castle  and  Richmond  Railroad. — The  s'ock- 
holdTS  of  the  New  Castle  and  Richmond  road 
have  electetl  as  directors:  Messrs.  J.  T.  Elliot,  J. 
Holland,  and  Mr.  Murphy,  of  New  Castle;  W. 
Wright,  of  Logansport ;  John  Davis,  of  Anderson  ; 
Bradbury,  of  Wayne  county  ;  and  James  Pullan, 
M.  E.  Reeves,  an-'  G.  T.  Stedman.  of  Cincinnati. 
The  Board  organiz-*d  and  chose  J.  T.  Elliot,  Presi- 
dent;  J.  W.  Grubb«,  Secretary:  E.  Murphy 
Treasurer,  and  J.  M^  ii^'^inger,  Residt  nt  Engineer. 

Coiinectlcul. 

i.Ycw  London  and  Stoningt'm  Railroad — The 
New  London  and  Stunington  railroad  company  has 
been  o  ginized,  and  at  a  meeting  ol  the  st(X>khold 
ers  on  Monday,  the  lOth  inst.,  at  New  London,  the 
'bllowing  gentlemen  Were  elocicd  directors:  John 
Griswold,  of  New  York;  Amos  Sheffi-ld,  ol"  Ofi 
■^aybrook;  George  L  Schuyler,  of  New  York; 
Henry  L  Champlin  of  Old  Saybrook;  Augu>^tus 
W.  Lord,  of  N-'W  York;  Gjuverneur  Morris,  of 
VIorri-ania;  E.  E.  Morgan,  of  New  Yorif ;  G.  R 
Bowdoin.  of  New  Yoik;  Alexander  Ham  lion,  Jr., 
d  New  York.  And  at  an  adjourned  meeting  held 
in  this  riiv  on  the  ISh  inst.,  Amo«  Sheffield  in  the 
Chair,  E.  E  Morgan  was  electee  President,  and  A. 
W.  Lord,  Secretary. 


Trade  of  Baflklo. 

The  Buffalo  E.tpress  giver  a  gratifying  account 
of  the  bnsin''^s  and  trade  of  that  city,  relating  more 
•ireclly  to  its  lake  and  canal  commerce.  The  sca- 
<  n  of  navigation  has  extended  from  April  to  Jan- 
uary. 

Noiwiih-^tanding    rival   routes   have    competed 

vwiih  Biiffdo  for  its  inde,  the  imports  (tf  this  poim 

have  increased  laigely  over  any  fotm'-r  yi-ar.  am' 

nany  ol  the  articles  have  nearly  doubled  in  quan 

iiy  !     The  aggregate  valuation  of  the  imports  aic 

ccording  to  »  ur  figuies,  &l^2i\'*.'fi>2l     Oi  this  a 

nouiit,  we  will  state  some  of  the  trading  arlicleso' 

trade. 

Flour — There  hive  been  received,  1  299  513  bbls. 
/aluedai  S5H47.S08. 

Wheat—  I'lie  amount  is  5,549,773  bushels,  va 
i.i'd  at  j*l.l)!)4eOO. 

Coin -5  1 3ti  719  bushels,  valued  at  §3  OS-J  047 

Oats— •2.'>9d,'2.JI  bush.  Is  valn^d  at  S»,l4i  3ll. 

Grain -Ol  all  kind.-,  including  th.ii  uianu'Viciui- 
■it  in  Q.  ur,  shows  an  aggregate  of  over  *20,0U0  000 
ii  biisnels. 

I'oi  k— (K)  r.fig  bbls,  valued  at  $1,031  373. 

L  imber — This  is  a  very  iinpoiiant  article  fd 
'rade  as  will  te  seen  by  the  figures.  There  have 
eei'  r>ceiv.  d  at  this  po  I  during  iheseaMin  72  3;i7, 
J.'>5  f  et  viiloed  at  ft8l^^0.470.  Staves,  12.998,014. 
v^alned  It  S8Ca'<.470.  Staves,  12  998,614,  valued 
at  S3  899  584. 

Live  Hugs- 111,223,  valued  at  SI,1I2  230. 

OWIu. 

Cleveland  and  Columbus  Railroad. — At  the  an- 
nual met  ting  of  the  stockholders  of  the  Cleveland, 
Columbus  and  Cincinnati  Railroad  company,  held 
u  Cleveland  on  the  12th  instant,  the  foi'owing gen- 
tlemen were  unanimously  elected  dir<-ctors  lor  the 
'•nsuing  year :  Allred  Kelley.  John  Miller,  of  Col- 
umbus; Leonard  Case,  H.  B.  Payne,  J.  M.  Wool- 
sey,  R  llilliurd,  J.  Gillett,  Wm.  A.  Otis,  A.  Stone, 
Jr.  H.  Williams. of  Cleveland;  Richard  H.  Wins- 
low  of  New  Yoik.  By  a  vote  of  stockholders,  in 
accordance  with  provi!>i.)ns  of  charter,  the  number 
of  directors  was  increased  from  nine  to  ekven. 


Paelfle  KalitTay. 

The  first  annua)  re^on  of  the  Pacific  railroad  of 
Missouri  states  that  the  amount  o!  its  capital  stock 
auihoriz-d  by  the  charter  is  SlOOOOOOO,  of  which 
ft2,7l4,700  are  subscribed,  and  ft512,C00  paid  in.— 
The  expenditures  have  been,  for  construction  of  the 
road,  S740,785  22 ;  buildings,  t45,l«2  04;  engines 
and  cars,  S44,675  85;  right  of  way  land  lor  depots, 
etc.,  SI 55,337  90;  miscellaneous,  SI4,08T  18— mak- 
ing a  total  of  81,000,090  49.  The  indebtedness  of 
ihe  company,  including  S500  000  to  the  Stute  for 
bonds  on  account  of  the  loan  of  its  credit  for  fi2,- 
000,000,  is  S5I3  713  47,  while  the  amount  due  the 
corporation  for  unpaid  instalments  on  the  stocks  is 
i2,202,l00. 

Indiana. 

Indiana  Central  Railwav.— The  stockhol  lers  in 
this  road  held  a  meetin?'  (or  the  election  of  direc- 
tors on  the  G  h  inst ,  which  resulted  as  follows:  Dr, 
Charles  Parry.  Nathan  Crawford,  James  P.  Folty. 
John  T.  White,  William  Butler,  Solomon  Mere- 
dith, William  Petty,  Caleb  B.  Jackson,  David 
Commons,  John  S.  Newman.  James  R.  Mendall, 
H'nryL   Brown,  Peter  P.  Lowe. 

The  following  genilemt'n  were  elected  officers  for 
the  ensuing  year:  John  S.  Newman,  President; 
Solomon  Meredith.  Vice  President ;  John  M.  Com- 
mons. Secretary;  Samuel  Hannan,  Treasurer, and 
Henry  C.  Moore,  Chief  Engineer. 

liiiuois. 

Western  and  Atlantic  Railroad. — The  follow- 
ing gentlemen  were  chosen  director*  of  this  road 
"It  a  meeting  of  the  stockholders  held  at  Vandalia, 
111.,  on  the  6th  inst.,  viz: 

Directors  — Wm.  B.  Archer,  E.  H.  Siarkwather, 
X.  M.  McCready,  N.  D.  Sweeny,  R  11.  Win-low, 
J.  J.  Palmer,  T.  R.  Young,  J  F.  Washfoid.  Wm, 
S.  Wait,  John  Brough,  Charles  Moran,  J.  F  Lan- 
ier Edward  Sanforri. 

At  a  subsequent  meeting  of  the  directors,  the  fol- 
lowing offic«  rs  were  el°cied  : 

John  Bn  Dgh.  Pr  sident,  T.  R  Yonn?,  Vic-pre- 
-ident,  Wm.  S.  Wat,  Treasnrer,  Edward  Kainy, 
Secretary. 

Miasonri. 

Iron  Mountain  Raitroad. — The  following  pen- 
ilemen  have  been  chos'^n  lireciors  of  the  Iron 
Mountain  rai'road:  John  O'Failon,  James  Harri- 
-on,  Wm.  M.  MePh<r-o:i,  Jules  V"lle.  H<nry 
Knyser,  Francis  Kellerman,  Wm  H  B  leher, 
Andrew  Chri^tv,  Sidon  Humphreys  L  V.  Bogy, 
John  SimoH'is,  Fiederick  Schulenberg.  Ji.hn  Civ-. 

nder.  At  a  subs.  qii<nt  m<»'^iing  of  the  directors 
of  this  company,  Wm.  M.  M'Pherson,  E-ij,  was 

hosen  Pitsideut,  and  James  H.  Bacon,  E^q.  Sec- 
retary. 

IlltnoU. 

Terre  Haute  and  AHon  Railroad. — The  friend?  of 
the  above  most  important  road,  and  especially  those 
living  in  Montgomery  county,  will  be  pbased  to 
learn  that  a  poiiion  of  the  road  east  of  Bunker  Hill 
was  put  under  contract  last  week,  and  the  wt»rw  up- 
on it  has  doubtless  been  commenced  before  this. 
The  contract  for  the  grading  of  the  first  two  miles 
has  been  taken  by  M^j.  P.  C.  Huggins  ol  Bunker 
dill,  whose  well  known  charact-r  (or  indu-liy  and 
-nferprise,  is  a  sufficient  guaranty  that  it  will  be 
well  and  promptly  executed.  Laborers  pre  now  at 
work  npi-n  every  mile  o(  the  road  between  Alton 
and  Bunker  Hill;  and  the  biidges  at  Shir-Ids' 
blanch,  and  the  west  (oik  of  Wuo^i  river  are  al- 
ready completed,  while  several  others  are  under 
way.  On  the  east  end  of  the  road  a  considerable 
(ofc  is  employed,  and  at  work  from  Teire  Haute 
to  some  distance  this  side  of  Pdits,  Edgai  cuumy. 
^AUon  Tel.  '■'  .\ 
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J»IiMi*»lppl  Valley  ttallroad. 

We  find  in  ihe  6i.  PaulCMinnc-oia)  Democrat, 

the  following  tail:  , 

Louisiana.  Missouri,  Iowa  and  St.  Paid  Rail- 
road.—Vue  ciliztnsot  St.  Paul  are  respecilully  re- 
que^ifd  to  mt-ei  at  the  Court  House,  on  Sauird«y 
evening  the  l7th  inst.,  to  respond  in  an  appropriate 
manner  to  the  noble  efforts  ot  our  Southern  llieud^ 
in  the  grand  scheme  of  uniting  Louisiana  autl 
Minnesota  by  railroad,  and  to  ap[)oint  commiiiees 
to  co-operate  with  them  in  the  speedy  ccmpktion 
of  the  said  road. 


Dec.  I,  1852 S3  407,397  b3 


Total  circulation  outstanding  Dec.  1, 

1852 819  159,056  00 

Total  circulation  outstanding  Dec.  1, 

1831 15  671,004  00 


Increase  circulation   in  yeaf  ending 

Dec.  l,IH5-i «3.488  052  00 

There  have  been  '24  banking  associations  and  14 
individual  bankers  that  have  deposited  securities 
!or  circulating  notes  during  the  year,  as  appears]  phjiadelobia  ti's.  1876-'90 


CITY  SECURITIES— BU^"DS. 

Brooklyn  r ^C* 

Albany  6'!.  1871-1881 »U7t 

Cincmnat  G's 103* 

St.  Louis  fc yi*4 

Louisville  6's  I8H0 .i  .•••  ••••  •• 9b| 

Pittsburg  5's.  1^69-J871 1«3 

New  Yor  t  7'*.  1857 IU8 

New  Yorf5's,  185^1 'GO 1(2 

New  Yort  O's,  1870.'75 11«| 


New  Yorkr»'s,  1«K). 
Fire  loan  5's,  1886 


Stock  aud  Money  Market. 

We  have  but  little  change  to  note  since  last  week 
with  the  exception  of  a  decline  among  some  ol  iht 
leading  fancies.  The  most  marked  depression  iv 
in  the  New  York  and  Erie.  A  treat  decline  in  this 
stock  is  inevitable,  but  it  may  temporarily  recovei 
from  its  present  depression.  We  have  an  article 
in  type  upon  this  road  which  is  designed  to  supply 
the  omission  of  the  annual  report  by  the  company. 

The  Bond  market  is  active,  the  tendency  of  good 
securities  is  steadily  upward,  the  demand  for  home 
investment  is  very   large,  beside  a  constantly  in 
creasing  one  from  Europe.     Securities  well  basco 
find  a  ready  sale. 

Semi-annual  dividends  have  been  declared  by  the 
following  companies  on  or  about  the  first  of  Janu- 
ary. 
Cleveland,  Painesville  and  Ashtabula.  ..6    per  ct. 

Camdt-n  and  Amboy 5         " 

Albany  and  Schentciady 4        " 

Michigan  Central 4        " 

Western  Railroad   Mass 3         " 

Boston  and  Worcester 3|       " 

Boston  an  J  Maine 3}       " 

Bo>toa  and  ProviJ^nce 2i      " 

Fitchburg 3         " 

B'Ston  and  Lowell 3         " 

Manchfster  and  Lawrence 3j       " 

Fall  River 4        " 

E^iston 3 

Philadelphia  and  Reading 4        " 

Macon  and  Western 4        " 

Hrrlem,  old  stock 2         " 

Rome  atid  Wate«t<iwn 5         " 

Bulfalo  andSiaie  line 10        " 

Galena  ind  Cbieago 8         " 

Columbus  and  Xenia 5         " 

Cleveland  atal  Pittsbmg 6        " 

Rochesier  andSyracu-se 5        " 

Little  Miami 5        " 

The  annexed  is  a  sia'cm^  nt  showing  the  ami-unts 
and  nature  ot  the  iecurities  held  in  the  Banking 
Depar'ment  of  Albany,  tor  the  circulating  notes  is- 
6Ui-d  to  associations  and  individual  b-mkers.  ou  - 
standing  on  the  1st  December  1 4 st.  Ihecircuia 
ti  >i  rovcred  by  these  securities  amouued  to  S19  - 
159,056  : 

Bon  I  and  mortgages S4,114,<43  00 

a.   Y.  State    Stocks,  4f 

perc-nt 5337,600  00 

N.  Y.  Slate  Socks  5  per 

c^ni 412666129    . 

N.  Y.  State    Stocks,   5| 

percent 1,15640000 

N.    Y.    State    Stocks,    6 

percent 3007840  26    ^ 

$8,628,501  55 

U.  S.  Stock*,  5  per  ct . . S 1 ,783  600  00 
U.S.  Stocks,  Gperct..  2,963,562  52 

S4  747,121  52 

Canal  Rev.  Certificates.  6  per  cent..    1  37l,.5<tO  00 

Illinois  Stale  Stoi  k,  6  per  cent <>46 1)87  83 

Arkansar'  State  Stock,  6  per  cent 355,000  00 

Michigan  State  Stock,  6  percent....       181,000  00 
Cash  in  deposit  lur  sio  ks  matured, 

bonds    and    mortgages    paid,    and 

banks  closirg  busme^s 185,817  77 

Total S2i>230,ll2o7 

Total   ainoant  of  securities,  Decem- 
ber I,  1851 16,8-22  714  35 


by  the  annexed  table : 


Bonds  and  mortgages.., 
New  Yuik  Staitf  S:ocks 
United  S-ales  Stocks... 
Canal  Rev.  Certificates , 


Ai'socia- 

tions. 
..$461,000 
..   969  820 
,.    Sb^MO 

,.  118.000 


Indiviiual 

Bankers,  i 

Si'.t5l88' 

29:i,22H 

2ti5  200 

40.000 


Baltimore 
I  Boston  5'! 


Total S2,377,720  S793,81 1 

Circulatitn  issued  on  the 

above  securities 2,082,366  647,937 

The  following  is  from  the  statement  of  the  Is'ew 

Orlrans  Banks,  made  up  to  the  25ih  ult. : 

Capital SIO.860^30    Loans 813  053  919 

-- Spcie 8.240384 

Due  by  Banks    5  0l2.93ti 
Other  asseu.     1,670,676 


D  posiis. 
Ciiculation. 
Due  Banks. 
Other  liabil- 
ties 


13,796  it43 
5  47H  ti-jl 
1,205,787 

1  096  947 


S32,439  359 
Profits 4  223  307 


Total S36,662,666 


Br?nches....  1,312,992 
Reale-iate..  857,939 
Publi"!  im- 
provements.. 1,149015 
On  Stocks...  85«i03»i 
Long  Loans.  1,757,155 
Other    disco 

unts 2  2i'<696 

Protested....  497.921 


RAILROAD  BONDS. 

Erie  1st  tiorrga^e,  7's,  Ih67 117 

Erie  2d  nio/iga,'e,  7'8.  1859 lllj 

Erieiucan^-  Ts,  1855 103* 

Erie  conveitibie  bonds,  7's,  1871 103 

Hudson  1  ivei  1st  mort.,  7*,  1869 I(9| 

Hudson  liver  2d  mort.,  7's,  1860 104 

New  Yore  and  New  Haven  7's,  1861 I(.5| 

Rcadingil's    IH70 91^ 

Reading  n.jrrgage,  t's,  18$0 95^ 

Michigai  (Jeutiai,  convertible,  8's,  I860 I  lOj 

Michigai  Houih.-'n,  7's,  i860 1U2 

ClevelaiK  1,  Col.  a«id  Cin.  7's,  1859 123 

Clevelanr  and  Pntsbnrg  7's,  18<J0 I(i2 

Ohio  anU  Pennsylvania  7'8,  1865 liyj 

Ohio  Cei  traJ  7's    1861 98 


Total S36,662.666 


Railway  Share  &,  Stock  List; 

CORRECTED    WEEKLY    FOR   THE 
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Increaae   of  securities   year  endin; 


NEW  YORK,  JANUARY  22,  1853. 

GOVERNMENT  AND  STATE  SECURITIES. 

0.  S.  5'8,  1853 lOOi 

U.  S.  6's,  1836 IOpJ 

U.  S.  6's,  lfH>* 1N| 

U.  S.  6's,  1862— coupon 120 

U.S.  G's.  1867 J '9} 

U.S.  G's,  i8<w i«yj 

U.  S.  6's.  1868— coupon 120 

Indiana  S's »t>'^ 

Indiana  2| 59 

"      Canalloanffs 97 

"      Canal  prelerred  5's 41 

,\labama  5's -'^ 

Illinois  6's.  1847..... 87 

Illinois  6's — interest '...  59 

Kentucky  6's,  1871 HO 

vlarylandG's 1094 

New  York  6's,  1854-5 10b 

Nt-w  York  6's,  18  0-'6l-'62 116 

New  York  6's,  1864-'65 II9i 

Mew  York  6's,  |  v.,  1866 119 

New  York  5|'s,  l'860-'Gl HI 

New  York  54's,  1865 U2 

New  York5'8,  l854-'55 108 

New  York  5's,  l858-'60-'62 HO 

New  York  5's,  1866 114 

New  York  44's,  1858- '59  '64 101 

Canal  certificates,  6's.  1861 

Ohio  6'8,  1856 >05t 

''>hio6's,  18G0 110 

Ohio  G's,  1870 HSJ 

OnioG's,  1875 116 

Ohio  5's,  18<;5 106 

Ohio  7's,  1851 1054 

Pennsylvania  5's 97 

Pennsylvania  G's,  l847,-'53 ;..  lOl 

Pennsylvania  6's,  1879 991 

Tennessee  5's 94 

Tennessee  6'8,  1880 1C8 

Virginia  6'8,  1886 110 


104 

,108 

1870- "90 .1 U'7 

102 


RAILROAD  STOCKS. 

[COHR^CIED  FOR  WEONeSDAY  OF  K4CH  WEEK.] 

Jan    20.     Jan    13. 

Albany  abd  S<  henectady II 7^ 

Boston  a  id  Maine » 1(15} 

Boston  a  )d  L(  well , 106 

Boston  and  Worcester. ..i IU3| 

Boston  aid  Providence  .Tu 9 ij 

Baltimore  and  Ohio 98 

Baltimore  and Susquehanka....  34 

Clevelani  and  Columbus 130 

Columbi  s  and  Xenia. 

Camden  and  Amboy , 150 

Oelawar?  and  Hudson  .[canal)..  130 

Eastern, „ 98 

Eric yOi 

FallRivi  r — " 

Fitchbur^h 103| 

Georgia  - 
Greorgia  ]!entral, 

HarlemJ 72f 

preferred 1 15 

Hartford  and  New  Haven 129 

Housato  lie  (prelerred). 33 

Hudson   <iver 75 

Little  M  ami „ 119 

Long  isl  uid. ' 3"f 

Vlad  River 5-9 

.Vladison  and'Indianapoiis Ill 

Michigai  Central 106 

Michigan  Southern I2<;| 

New  Yok  and  New  Haven,...  i  '54 

New  Jer  ^-y 134 

Nashua  ind  Lowell. 

New  Be(  lord  and  Taunton 117 

Norwich  and  Worcester... 5SJ 

Ofdensbirgh , 31 

Pennsylvania 49| 

Philadel  )hia,  Wilm'gton  fcBalt.  40 

Petersbu  "g 

Richmordanri  Fredericksburg..  105 

llichmord  aud  Petersburg 35 

Reading  k 86 

Rochester  and  Syracuse.. 133 

Stouingt  )D 57f 

South  Cirolina 122} 

Syracuse  , and  Utica |...,..I*3 

Taunton  Branch i 115 

Uiica  and  Schrenectady... ]M 

Vermont  Central 214 

Vermont  and  Massachusetts....   21 

Virginia  Central 40 

Western ]ui| 

Wilmiii  [ton  and  Raleigh 57} 


119 
1154 
106 
1034 

914 

98 

34 

130 


130 
964 

92i 

103 


15 

1J9 

35 

7.H 
1<<.0 

31 

99 
ill 
I  (Nil 
134 

n7 

133 

117 
54J 

3<| 

49 1 

>l 


105 
35 

87 
135 

.^7 
I22| 
K3 
115 
liVi 

191 

£2| 

40 
Hf4 

574 


R*llr<Mid    ItiiiitcrMS. 

Our  reader*  will  find  an  advenisement  of  tw*tf 
variety  of  railroad  Lanterns  in  another  page 


/ 


68 


AMERICAN    RAILROAD    JOURNAL. 


* 


Panaiaa  Railroad. 

*'The  Panama  railroad  company  has  made  a 
dividend  of  ten  per  cent,  payable  in  stock.  The 
road  has  been  in  op*ration,  we  think,  about  sii 
months.  This,  for  an  unfinished  work,  is  certain- 
ly highly  encouraging." 

The  above,  which  is  going  the  rounds  of  the 
papers,  is  certainly  one  oi  the  most  extraordinary 
specimens  ot  humbugging  that  we  ever  hfard  of. 
It  may  be  proper  lor  this  company  to  pay  dividends 
upon  its  stock  before  the  opening  ot  the  road,  but 
to  do  so  upon  the  pretence  that  one  has  been  actu- 
ally earned,  and  that,  too,  equal  to  10  per  cent  for 
the  first  six  months'  operation  of  an  unfinished 
road,  is,  we  think,  a  most  bare-faced  act  ol  decep- 
tion. The  road  has  done  well  if  it  has  paid  run- 
ning expenses.  We  believe,  fiom  the  best  inter 
mation  we  can  obtain,  it  has  not  done  this.  Wt 
are  aot  furnished  with  any  financial  statement  oi 
the  affairs  of  the  company,  and  presume  none  ha» 
been  publi!>hed.  Such  an  exhibition  woulJ  proba- 
bly defeat  the  (^ject  of  the  dividend. 

The  above,  which  appeared  in  the  Journal  of  the 
8ih  instant,  has  given  some  offence,  without,  we 
believe,  any  good  reason. 

The  charge  is,  that  if  the  company  declared  a 
dividend  of  ten  per  cent,  predicated  upon  the  earn 
ings  of  six  months'  operation  of  the  road,  that  sucti 
di  vidend  was  not  earned,and  consequently  was  made 
for  the  purpose  of  imposing  upon  tb^e  public  an  er- 
roneous estimate  of  the  value  of  its  stock,  with  the 
very  obvious  object  of  inducing  said  public  to  pur- 
chase it  at  a  higher  price  than  its  real  worth. 

We  believe  that  the  following  considerations  ful 
ly  justify  all  that  we  have  said  in  reference  to  thi^ 
company. 

In  the  first  place,  the  dividend  was  accompanied 
by  no  exhibit  of  the  financial  condition  of  the  com- 
pany; and  all  information  as  to  its  condition  was 
refused  upon  application,  on  the  ground  that  such 
exhibit  was  shown  only  to  stockholders.  Now  we 
contend,  that  where  a  railioad  company,  whose 
stock  is  upon  the  market,  makes  an  exorbitant 
dividend,  and  refuses  to  the  public  press  any  infor- 
mation as  to  the  &tate  of  its  affairs,  that  such  pro- 
ceedings carry  on  their  face  a  dishonest  intent. 
The  rule  is,  that  where  an  exhibit  would  reflect 
credit  upon  a  company,  it  is  made ;  on  the  other 
hand,  where  there  is  misconduct,  or  bad  manage- 
ment, there  is  concealment. 

The  concealment  of  the  affairs  of  st,  manufactur- 
ing or  railroad  company,  in  the  State  of  New  York, 
h  a  fraud,  which  is  fully  recognized  and  made  pun 
ishable  by  law.  This  law  requires,  under  heavy 
penalties  for  neglect,  all  railroad  and  manufactur- 
ing companies  to  make  public  exhibition  of  theii 
affairs,  under  oath,  to  prevent  imposture,  and  tf 
place  in  the  hands  of  every  man  in  the  community 
correct  knowledge  as  to  the  condition  and  value  ol 
a  property  which  he  may  be  called  upon  to  trustor 
purchase.  The  legal  obligation  of  this  law  the 
Panama  company  avoids,  by  virtue  pf  having  its 
road  beyond  the  limit  of  the  State.  Does  this  fact 
absolve  it  from  so  obvious  a  moral  obligation,  and 
justify  it  in  evading  the  intent  of  the  existing  stat- 
ute'? 

The  company  has  7jo<  earned  a  dividend  upon  the 
cost  of  the  finished  portion  of  its  road.  Prom  the 
best  Information  we  can  obtain,  it  has  not  more 
than  paid  running  expenses;  nor  do  we  believe  it 
has  paid  even  these.  N(»  road  in  the  United  States 
is  ejpected  to  do  better  than  pay  running  expenses 
till  a  considerable  portion,  at  least,  of  its  line  i.s 
opened,  no  mailer  how  important  a  route  it  may 
occupy.  Take  the  Hudson  River  road  for  instance. 
Until  this  road  was  opened  to  Albany,  the  receip's^ 
barely  paid  expanses,  and  certainly  tbii  occupies 


the  greatest  route  of  travel  in  tbe  United  S'ates. 
We  apprehend,  the  Panama  cannot  do  better.— 
In  that  pestiferous  climate,  so  destructive  to  life 
and  nearly  every  kind  of  material  used  in  railroad 
construction,  it  cost  three  or  four  times  as  mucli  to 
accomplish  the  same  results,  as  in  the  U.  S.  It 
with  us,  the  expenses  of  operating  a  road  equal  one 
half  the  receipts,  which  is  the  usual  estimate,  upon 
the  Isthmus,  the  former  must  absorb  at  least  three- 
fourths  of  the  latter.  Under  such  a  state  of  things 
to  declare  a  dividend  of  10  per  cent,  upon  six  months 
earnings  ot  an  unfinished  road,  is  an  attempt  to  im- 
pose upon  a  credulity,  that  certainly  does  not  exist 
among  people  who  know  anything  about  the  man- 
agement of  railroads. 

We  have  had  a  pretty  good  opportunity  of  keep- 
ing ourselves  posted  up  as  to  the  way  the  affairs 
have  been  managed.  We  have  been  acquainted 
with  a  great  many  Engineers  who  went  out  in  tbe 
service  of  the  company,  and  have  seen  most  of  the 
few  who  had  the  good  luck  to  return,  and  we  know 
a  concern  of  the  kind  where,  in  our  opinion,  so 
much  has  been  sacrificed  to  incompetency  and  io\- 
ly)t<)  ignorance  and  insolent  assumption  as  in  this. 
It  could  not  be  otherwise,  the  way  this  company 
went  to  work,  which  was  to  build  the  road  by  days! 
work,  sending  out  agents  to  superintend  affairs 
upon  the  Isthmus,  the  executive  power  remain- 
ing in  New  Y-jrk.  We  early  pointed  out  the  folly 
of  this  course,  and  predicted  failure,  unless  the  com- 
pany retraced  its  steps,  and  adopted  the  ordinary 
mode  of  building  their  road,  by  letting  out  the  work 
to  competent  contractors.  Alter  going  to  the  length 
of  their  tether,  the  company  at  last  adopted  the  po- 
licy we  recommended,  and  placed  the  completion 
of  the  road  in  the  hands  of  Messrs.  Law  &  Story. — 
These,  with  a  few  exceptions,  which  the  company 
soon  removed,  are  the  only  names  associated  with 
the  enierprize,  whose  experience  in  railroad  con- 
struction was  calculated  to  inspire  confidence  in 
the  proper  management  and  success  of  the  work. — 
The  company  have  found  out  by  hard  experience, 
that  maxims  drawn  from  Wall  street,  are  but  poor- 
ly fitted  to  conduct  an  enterprizc  like  tbe  Panama 
railroad. 

Again ;  why  waa  the  dividend  made  in  stock  1 
Not  for  the  want  of  means,  if  earned ;  because  the 
■>tock  sells  at  a  large  premium  in  '.he  street.  Tbe 
above  fact  is  conclusive  to  our  mind,  that  a  divi- 
dend has  Ttot  been  earned.  One  was  declared  in 
stock  in  order  that  the  original  stockholders  might 
derive  an  additional  advantage  from  iu  speculative 
value,  b]r  putting  it  upon  the  public  at  its  advanced 
lates.  This  can  be  the  only  object.  It  the  enter- 
prize  be  a  good  one,  the  present  holders  are  cer- 
tainly able  to  credit  the  road  till  it  is  opened.  A 
dividend  in  j/ac/t  makes  thfmno  richer,  unless  they 
-ell  it.  Such  a  step  is  only  a  parallel  to  the  famil- 
iar process  of  watering  your  liquor,  and  selling  the 
dilution  at  tbe  price  ot  the  oiiginal  article.  Now, 
if  the  public  is  to  become  the  purchasers  of  this 
new  issue,  we  insist  that  it  is  right  that  they  should 
know  what  they  are  buying,  which  is  refused  by  the 
company. 

The  only  vindication  we  have  heard  of  the  act 
is,  that  it  has  been  done  by  "  highly  respectable 
men."  If  the  sanftion  ol  great  names  makes  wrung 
right,  then  every  offence  in  the  decalogue  may  be 
proved  to  be  a  virtue.  For  one  we  are  heartily 
tired  of  this  te.>it  of  respectability.  In  the  present 
case  nothing  but  the  respectability  of  the  names 
connected  with  this  concern  shields  their  acts  from 
public  reprobation.  Should  a  weak  railroa  J  com- 
pany in  tiiia  country,  no  matter  how  upright  the 


parties  connected  with  it,  follow  the  example  ot  the 
Panama  company,  it  would  be  ccouted  out  ot  ihe 
market,  and  none  would  express  greater  horror  at 
such  a  piece  ot  impudence  and  audacity  than  the 
very  men  connected  with  the  latter  road.  An  act 
which  would  disgrace  others,  became  honorable 
only  whei  proceeding  from  such  men.  Whether 
they  can  change  the  real  character  of  the  transac- 
tion, or  secure  in  the  long  run  the  end  proposed,  is 
quite  another  question. 


Oppice  MATsvtLLE  &  BigSandt  R.  R.  Co.,  1 
MaysviUe,  Ky.,  January  8,  1853.      ) 
To  THE  Editor  of  the  Railroad  Journal  : 

Dear  Sir— I  observe  in  your  issue  of  the  Ist  in* 
slant,  a  list  of  railroads  constructed  and  in  pro- 
gress in  the  United  States,  and  you  request  sub- 
scribers to  oblige  you  by  sending  any  corrtciions 
of  tbe  list.  In  your  list  of  roads  in  progress  in 
Kentucky,  you  have  omitted  all  mention  of  this 
company,  while  you  have  embraced  others  not 
more  forward.  This  company  was  fuily  organized 
in  July  last,  the  preliminary  surveys  of  the  line 
having  been  previously  made  and  reported.  I  sent 
you  a  copy  of  the  report  on  its  publication,  which 
you  kindly  noticed.  We  have  now  a  strong  party 
in  the  field,  locating  the  line  between  Maysvilie 
and  Springville  (opposite  Portsmouth),  and  we  ex- 
pect to  put  the  construction  under  contract  by  the 
first  of  April  next,  and  have  the  cars  running  in 
less  than  two  years  from  that  date.  We  should  ac- 
complish the  same  result  precisely  as  to  the  line 
beyond  Springville,  all  the  way  to  the  mouth  of 
Big  Sandy,  if  we  had  any  reliable  assurance  that 
Virginia  would,  at  an  early  day,  as  she  ought,  push 
her  Central  road  to  that  point. 

These  facts  justify  us  in  claiming  a  place  for 
this  road  in  any  list  of  roads  in  progress.  More- 
over, we  shall  have  one  of  the  best  roads  in  the 
west,  or  perhaps  on  the  continent,  as  we  are  extra- 
ordinarily favored  in  the  nature  of  the  ground  and 
the  character  and  quality  of  materials  tor  construc- 
tion. The  maximum  grades  aie  but  15  feet  to  the 
mile;  the  sharpest  curves,  two  degrees;  and  very 
little  even  of  these  obstructions.  In  short,  we  may 
say  that  the  road  will  be  nearly  all  level,  and  near- 
ly all  straight.  Its  structure  is  to  be  on  the  most 
durable  plan,  the  stream  crossings  being  all  stone 
viaducts,  instead  of  wooden  trusses ;  and  we  have 
immediately  on  the  line  an  abundance  of  the  finest 
sandstone,  which  has  been  tested  for  fifty  years  and 
found  to  stand  any  action  of  the  climate  and  any 
pressure,  while  it  is  eas^ily  wrought,  and  may  be 
taken  out  of  the  quarries  in  blocks  of  any  required 
siz-*,  ten,  twenty,  or  forty  feet  in  length  and  appro- 
priate depth  and  breadth,  as  required.  There  is  an 
abundance  of  the  finest  river-washed  gravel  all 
along  the  route  for  superior  ballasting;  and  on  the 
line,  also  immense  forests  of  superb  timber  (chiefly 
oak),  but  embracing  ash,  walnut,  cherry,  locust, 
cedar,  pine,  etc.,  etc.  So  favorable  are  the  ele- 
ments of  the  line,  and  so  ample,  convenient  and 
superior  the  materials  for  construction,  that  the  es- 
timates for  the  road  equipped,  are  but  $18,500  a 
mile.  The  estimates,  however,  were  made  before 
the  late  rise  in  iron  ;  but  we  shall  save  more  than 
enough,  on  other  branches  of  estimates,  to  covtr 
the  advance  in  iron.  We  have  already  secured 
the  right  of  way  for  nearly  all  the  line  withi^ut  cost, 
and  have,  as  before  staled,  a  party  in  the  field  lo- 
cating the  line  ;  and  we  lack  less  than  $200,000  of 
means  enough  in  possession  to  prepare  the  road  for 
the  iron,  while  we  have  sources  to  draw  upon  for 
aid,  from  wbicii,  if  necesaary,  we  could  aaauredly 
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realize  double  the  needed  amount,  ibe  tnterpris;- 
bfing  exceedingly  popular  in  view  of  its  favorable 
e'emenis,  and  its  necessity  to  complete  the  connec- 
tion between  the  southwest  and  the  Atlantic  sea- 
board. It  is  hoped,  therefore,  that  your  omission 
t3  insert  this  road  in  your  list,  was  merely  inadver- 
tent, and  that  you  will  heieafter  do  it  fuli  justice, 
for  it  is  infallibly  destined  to  be  the  connecting  link 
between  Kentucky  and  the  Atlantic  lines.  Tnere 
is  indeed  a  rival  line  from  Lexington  to  Big  Sand) 
proposed,  which  is  geographically  some  15  miles 
shorter  than  the  line  via  Maysviile;  but  that  line 
runs  through  a  mountainous  country  a  great  por- 
tion of  the  way,  and,  compared  with  this  line,  it  i?- 
less   populous,   less   productive  and  less  wealthy. 


5.  T 


ytars 


nect  those  seaports  with  Cincinnati,  Louisville  and  j 
St.  Louis,  as  well  as  Nashville,  Memphis,  etc.     I  j  three 
think  I  am  justified,  on  the  intrinsic  merits  of  the ;  is  to  be 
sLheme,  in  claiming  a  favorable  consideration  for'  the  cops 


this  road. 


Respectfully, 

Thos.  B.  Stevenson, 
Pres't  M.  &  B.  S.  R.  R.  Co, 
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Fni   the  Anicriian  Railroad  .lonrnal. 
Plan  for  Building  «  Rallrond  to  the  Paci4c 

1.  Let  Co  .i:itis  appropriate  3100  000  for  a  spr 
vey  ol  this  road— two  or  more  routes  to  be  survey-  i  throug|i 
ed— one  the  Southern  by  tiie  Gila  through  or  n^ar: 
El  P.1S0  or  Doiia  Ana— the  c  'her  by  Santa  Fe.   I 

2.  Let  Congress  incorporiiie    a   company  with  ;      ,j,j^^ 


ae  ac'ion  ol  Congress  lor  the  laM  two  or 
shows  that  the  United  States  Treasury 
but  little  beneStted  by  the  public  lands,  and 
truction  of  this  road  would  thus  be  but 
s  to  the  Treasury  ;  while  the  advantage  to 
ved  from  consolidtting  the  Pacific  and  At- 
»ortionscf  our  country  would  be  immense. 
le  road  should  commence  at  the  Mississip- 
[hus  far  west,  besides  the  Ohio,  routes  of 
will  soon  be  opened  by  private  enterprize 
Mississippi,  Tennessee,  £nd  Illinois. 

C.  F.  M. 


Th 


power  to  buiUl  the  road,  thr..oeh  the  tciriiories  ol  j  ^^^^  ^^j 
The  laxaDle  propeity  on  tnis  line  exceeds  that  o; !  the  United  St  its,   giving  to  the  company  all  '^> '  j  i^iay  t* 

Rec< 


the  oihtr  more  than  ten  millions.  Moreover,  that 
line  is  soldy  dependent  on  the  slow  and  doubtfu'i, 
movements  of  Virginia,  if  it  ever  secures  a  juuc- 
tioa  or  connection  with  any  other  line.  Ours, 
(thou.h  we  highly  appreciate  the  Virginia  connec- 
tions, and  ardently  desire  their  speedy  consuxma- 
lion,)  is  entirely  independent  of  the  Virginia  sys- 
tem; for,  through  Portsmouih,  we  shall  have 
speedy  railway  communicaiioas,  veiy  dirtct,  to 
the  lakes  on  the  north,  and  to^all  the  ports  of  the 
Atlantic  from  Baliimorr  northward.  Furthermore 
we  are  confident,  that  a!  hough  our  line  via  Mays- 
viile may  be  some  15  miles  longer,  it  will  be  prac- 
tically shorter,  in  railroad  estimation  of  distance., 
that  is,  it  certainly  can  be  constructed  Jar  cheeper, 
operated  far  cheaper,  and,  besides,  owing  to  the 
easy  grades  and  curves,  we  can  run  a  train  through 
from  Sandy  loLf  xington  quicker  and  cheapc^r  than 
any  other  road  that  can  be  constructed.  By  this 
line,  the  interior  of  Kentucky  will  reach  the  Ohio 
river,  on  the  shortest  route,  at  Maysviile,  and  there 
have  choice  of  land  or  water  conveyance,  east  or 
west.  The  road  between  this  city  and  Lexington, 
as  you  are  well  advised-,  is  in  vigorous  progress, 
and  will  be  soon  completed,  h.iving  ample  means 
therefor;  and  the  continuation  hence  to  Springvillej  the  whole  is  finished. 

is  certain  to  be  pushed  onward,  and  will  be  com-  6.  Let  proposals  be  issued  by  the  directors  fur 
pleted  before  it  is  possible  any  other  can  be.  A  the  sale  of  stock  to  the  highest  bidder,  immediately 
new  road  is  proposed,  leading  Irom  Frankfort,  via  alter  each  issue  of  the  land  warrants,  the  number 
Georgetown,  to  Paris,  through  as  rich  a  country  as!ot  stares  thus  sol  J,  to  be  equal  to  the  number  ol 


land  fur  30  miles  on  each  side  of  the  road  whether 
in  thi'  States  or  T.  iritoriesfrom  the  Mi^^si'^sippi  to 
San  Francisco,  issuing  warrants  fur  this  land  with 
the  privilege  of  locating  them  any  where  on  the 
public  dt-main,  if  the  lands  along  the  road  should 
not  be  subject  to  entry  by  reason  of  previous  sale 
or  pre-emption  right,  or  if  the  locator  should  for  any  ' 
reason  prefer  to  locate  them  elsewhere,  the  United 
States  to  receive  one  share  of  the  stock  lor  every 
UK)  acres  of  the  lands  for  which  the  warrants  may 
issue. 

3.  Let  the  States  through  which  the  road  shall 
pass  incorporate  the  company  with  p  iwer  to  build 
the  road  through  their  limits. 

4.  Let  the  Uniied  States  Government  appoint  six 
directors  of  the  company,  and  the  stockholders 
have  power  to  eleet  six  others  who  shall  have  the 
entire  management  of  the  location  and  construction 
ol  the  road  and  of  every  other  business  uf  the  com- 
pany.        '-"■;;'  .■'-■•  j 

5.  Let  warrants  issue  to  the  directors  for  the  land 
for  fifty  miles  along  the  road  and  for  no  more  until 
that  portion  is  graded ;  then  for  the  land  for  fifty 
miles  larther  and  no  more  until  the  second  fifty  is 
graded,  and  the  first  fifty  completed,  and  so  oa  until 
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Finances  of  Maine* 

report  of  the  Treasurer  of  the  State  shows 
owing  summary  ot   opera:ions  from  1st  of 

1st  of  December  1852. 
iptslato  the  Treasury  from  all   source*  for 
ifxl  above  named S74i  HTl)  56 

on  hand  April  30,  1851 44,f.70  07 


Makinkr  an  aggregate  of S~''y,549  «i3 

DisDufbemenis  during  the  same  time..    624,101  46 


To  be 

pro. 


the  sun  shines  upon,  by  which  the  through  route 
Irom  Louisville  or  Frankfort  to  Paris,  will  be 
shortened  some  15  miles,  ascompared  with  the  line 
through  Lexington  ;  and  this  project  carried  out. 
as  it  will  be,  and  ought  to  be,  the  through  line  from 
Louisville,  via  Maysviile,  to  Big  Sandy,  will  be 
geographically  as  short  as  that  via  L  xingion  ann 
Mount  Sterling.  When  this  Geoig'>town  cut-off 
shall  be  made,  I  think  it-is  more  likely  that  Mount 
Sterling  will  drop  a  short  line  down  to  Paris,  by 
which  she  will  secure  the  most  direct  railway  com 
municafion  with  b'>th  Louisville  and  Cincinnati: 
and  scaicely  go  out  of  her  way  in  her  route  to  the 
Atlantic  via  Maysviile.  All  this  I  deem  more  fea- 
sible, more  judicious,  more  economical,  and  more 
certain  to  be  earlier  accomplished  than  the  Lex- 
ington, Mount  Sterling  and  Big  Sandy  road. 

Nor  are  these  all  the  considerations  that  com- 
mend the  Maysviile  system  to  the  confidence  of 
capitalists,  railroad  and  business  men.  The  very 
mom  nt  Virginia  gives  assurance  ol  the  extension 
ol  her  Central  road  to  Big  Sandy,  not  only  will  the 
Maysviile  and  B:g  Sandy  road  promptly  meet  it, 
but  a  rail  nay  will  speedily  be  constructed  from 
Maysviile  to  Newport  and  Covingtan ;  and  tlii> 
line,  in  my  judgment,  lounded  on  opinions  of  pro- 
fessional engineers,  will  be  the  best  between  Nor- 
folk, RichoxoQdj  aod  evea  Baltimore,  tbat  wiUcoa" 


shares  taken  by  the  United  States. 

7.  All  the  stock  to  be  forfeited  to  the  United 
States  unless  100  miles  shall  be  completed  in  three 
years,  and  100 miUs  for  every  y,?ar  afterwards. 

REMARKS  ON  THIS  PLAN. 

1.  No  indiviuual  or  company  can  receive  any 
advantage  from  it  until  the  whole  shall  be  comple- 
ted— and  then  only  upon  the  successful  working  ol 
'he  road. 

2.  This  plan  provides  sufficient  means  to  con- 
struct the  road  ;  the  value  of  the  warrants  alone, 
at  the  present  market  price,  bring  S3G,000  per  mile. 
If  the  lands  along  the  road  should  be  increased  in 
value,  they  would  be  worth  more.  The  receipts 
from  stockholders  would  add  to  this  to  some  ex- 
tent. 

3.  No  minimum  price  is  put  on  the  shares  of  the 
private  stockholders ;  they  may  bid  100  dollars  or 
one  dollar  per  share,  or  even  less.  The  main 
benefit  to  be  received  from  th^m  is  to  see  that  the 
funds  raised  shall  be  faithfully  and  economically 
applied  (o  the  construction  ol  the  road,  and  that  it 
be  worked  profitably  when  finished. 

4.  The  stockholders  would  yet  have  to  pay  the 
real  ma^k^t  value  lor  the  stejok,  since  it  would  be 
offeifd  lor  sale  by  the  directors  to  the  highest  bid- 
der, on  the  completion  of  every  fifty  miles  cf  the 
road. 
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\  -  S  165,448  23 

urther  reduced  by  existing  ap- 
iations b0I1658 


iga  balance  of glU5  33l  68 

extraordinary  items  of  receipts  are  made  up 

3,002  42  received  from  the  general  govern- 

)n  account  ot  advance  made  by   the  State  for 

n  of  our  N.  E.  frontier ;  of  S^2.763  51 

ig  out  o(  the  same  transaction.     SI02  038  60 

received  from  the  Land  Office  on  general 

312  710  61  from   sales  of  school  lands; 

090  03  from  sales  of  timber  and  grass  on 

lands.    The  balance  has  been  received 

imiinarry  sources. 

the  public  debt  S154  900  has  been  paid  leav- 
jalance  of  S471.500  as  the  (uneied  drbt  at  the 
t  time.  To  meet  this  are  S650('0  in  the 
ry  which  can  b«  spared  from  the  ne(^essary 
of  the  government.  The  sale  of  the  public 
for  the  comirg  two  years  arc  estimated  a 
)00  which  it  is  recommended  to  be  applied  toj 
tinguishment  of  the  debt.  The  receip's  for 
re  estimated  at  S480,52G  60.  and  the  expend- 
at  S308.4I9  92. 


asu 


llarlctta  aud  Ciucluuatl  Railroad* 

Philadel}  hia  Noith  AniLiican  uses  the  fol- 
g  language  in  reference  to  the  above  road; — 
Marietta  and  Cincinnati  railway  is  not  a  lo- 
d  but  a  principal  link  in  a  great  chain  of 
prAvements  uni  ing  the  East  with  the  eoiiie  re- 
embraced  in  the  Ohio  and  Mi'-sissippi  valleys. 
'.  ii  is  appar^'nt  bow  extensive  are  its  busineM 
,  and  how  much  greater  must  nece  sarily 
receipts  than  those  ol  a  thoroughfare  of  limi- 
and  connections.    It  will  form  Kie  most 
line  from  Cincinnati,  thmugh  central  and 
Ohio,  to  either  Baltimore  or  Philadelptiia  ; 
the  tendencies  of  trade  are  to  the  Ohio  Val- 
er  than  from  it,  it  is  obvious  that  a  large 
efver  increasing  amount  of  traffic  will  adopt  this 
channel  of  intercourse  between  the  West 
Atlantic  seaboard.     In  competition  with  the 
river  as  a  commercial  avenue,  it  will  have 
£t  advantage  of  at  least  one  hundred  aud 
vedteen  miles  less  distance  between  Cincinnati 
arietta,  besides  the  yet  more  considerable  sa- 
lty of  five  t.mei  quicker  s()eed  ol  transit,     it 
puted  on  reliable  data,  that  the  railway  pas- 
from  Cincinnati  will  be  cariied  through  to 
imore  and  Philadelphia  connections  of  the 
ia  fire  hours ;  wkereas,  the  travel  by  suam* 
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boat  on  the  river  with  the  most  powerful  vessels 
and  the  best  stage  of  water,  will  require,  at  the 
least,  twenty-four  hours.  So  preat  a  difference  in 
point  of  distance  and  speed,  will  give  a  propurlion 
ale  advantage  in  respect  of  cheaper  rates  of  con- 
veyance; and  with  all  these  several  influences 
combined  in  favor  of  the  Marietta  road,  none  can 
djubt  that  it  wiJl  appropriate  a  very  large  part  ol 
the  transportation  now  accomplished  by  a  coinpar 
•lively  ^low  and  often  obstructed  navigation  be- 
tween Wh'»elino[  and  the  dueen  city." 

Henders'N  &,  Nashville  R.  R.  Office  > 
Henderson,  Ky  ,  January  18J3.      ) 
Editor  Railroad  Journal; 

By  order  of  the  Board  of  Directors  of  the  Hen- 
derson and  Nashville  Railroad  Conopany,  I  am 
directed  to  prepare  and  publish  in  your  Rail- 
road Journal,  until  the  1st  day  of  April  next  the 
inclosed  advertisement  inviting  bids  for  the  con- 
struction ot  nearly  the  whole  of  that  part  of  our 
line  ot  road  which  is  within  the  State  o(  Kprtucky 

Wehave  caused  two  experimental  surveys  to  be 
made  by  Mr.  Henry  J.  Eastin.  from  Henderson  to 
Madisonville,  one  ot  which  is  38,  and  the  othfr 
about  39  miles  long — diff,  ring  in  length  less  than 
a  mile.  We  have  also  caused  aline  to  be  run  by 
Mr.  Bewley  Irom  Madisonville  via  Hopkinsville 
and  Trenton  to  the  Tennessee  State  line.  Thes< 
gentlemen  are  both  deemed  coraoetent  engineers 
and  their  estimates  of  the  average  cost  of  the  roao 
per  mile  with  stock  and  so  forth,  based  upon  these 
surveys  is  about  S!3,000.  Since  these  surveys  anf 
estimates  were  made  we  have  appointed  Mr.  Wil- 
liam Bewley  our  Chief  Engineer  who  has  been 
some  weeks  in  the  field,  with  a  sufficient  corp*, 
engaged  in  locating  the  road-  H-  expects  to  com- 
|>lete  this  work  in  time  to  have  hi>  plans,  profile-- 
ai.d  estimates  ready  for  exhibition  to  bidders  by  ih» 
1st  of  March  next.  From  the  known  energy  ano 
industry  ol  Mr.  Bewley  we  entertain  nodoubt  thai 
his  expectations  will  be  realized.  From  the  low  es- 
timate ot  cost  per  mile  slated  above,  it  will  at  onc« 
be  apparent  that  ibe  country  through  which  our 
road  will  run  is  singularly  tavorable.  It  is  a  fine 
agricultural  region,  abounding  :or  many  miles  ir 
iron  ore,  and  in  the  richest  beds  of  bituminous  coal, 
the  strata  varying  from  four  to  ten  feet  in  thickness. 
anl  the  quantity  apparently  inexhauMible.  Much 
ot  this  region  is  covered  wiihthebfet  oak  and  other 
timber,  suitable  for  ship  building  and  other  useful 
purposes.  The  four  counties  in  Kentuckv  through 
which  cur  road  will  pass,  are  Henderson,  Hopkins 
Christian  and  ToJd.  Their  resources,  numbers 
&c.,  as  taken  from  the  State  Auditor's  Report  lor 
the  year  1851,  (which  is  official^nd  accurate  be- 
cause it  is  taken  from  the  County  Assessor's  books) 
are  as  follows : 

White  Increas^e 

males  Slaves  Total  value  of  value 

over  21  over  16    of  all  pro-  in  one 

years  old.  years  old.  periv.             year. 

Henderson..  I, fi74  2  lOi)    S4.759,442  S332  3*^ 

Ho.ikins....2  0l4  1,00!        2,3 1  H.I  74  311.38-,; 

Ch ristian  ...  2  2(i0  3  6-,»       «,  1 58,666  648  50-2 

ToJd 1 ,45i)  2, 1  -29       3  63 1, 1 32        1 86.603 


Total  7  434  8868  S  16,870  414  iJ  1478  869 
This  table  is  made  out  froiu  the  Kentucky  Slat. 
Auditor's  Report  Ibr  the  year  1851  because  it  is  the 
lat.'St,  and  the  increase  of  $1,478,869  isfortheyeai 
ending  October  lOih  1851.  Preceeiling  years  will 
show  a  similar  ratio  of  increase  in  the  value  o( 
property  in  these  four  counties.  Our  charter  (a 
copy  of  which  I  send  you)  allows  thirty  per  cent. 
p«r  annum  per  share  as  the   maximum  amount 


which  can  be  collected  by  the  curpuration  lor  the 
two  first  years,  and  the  balance  may  be  collected  in 
the  third  year.  We  expect  to  make  that  pan  of  the 
road  situated  in  Kentucky  on  the  voluntary  sub 
scfiption  plan  and  our  company  bonds,  and  not  by 
county  or  city  taxation  or  bonds.  The  present 
constitution  of  Kentucky  practically  prohibits  our 
legislature  from  giving  to  us  any  state  aid  by  bond< 
or  otherwise,  and  we  therefore  do  not  expect  it 
We  have  now,  I  believe,  about  S300  000  of  indi- 
vidual stock  actually  subscribed,  and  our  p-ople 
are  every  day  becoming  more  deeply  interested  in 
the  prosecution  of  the  work,  and  more  fully  deter- 
mined on  its  completion.  The  entire  tstimatei' 
cost  iif  the  road  within  the  limits  of  Kentucky  is 
about  SI. 170  000  as  calculated  by  our  engineers 
upon  their  abovementioned  experimental  surveys, 
and  it  is  believed  very  confidently  that  the  moi'e 
accurate  surveys  for  location  now  being  made  will 
be  more  likdy  to  reduce,  than  -to  increase  this  a- 
mount.  The  above  tableshows  that  we  areamply 
able  to  build  the  road  with  our  own  means,  ano 
many  gentlemen  of  the  greatest  energy  and  ol 
high  reputation  are  n>vf  actively  engaged  along 
the  line  soliciting  and  receiving  further  subscrip- 
tions of  slocK.  These  with  the  power  which  the 
charter  gives  us,  through  a  vot*"  of  our  stockhold- 
ers, toi.ssue  S750,000  of  company  bonds  secured  by 
mortgage  on  the  road,  form  at  once  our  prospeci 
and  resources  for  the  completion  ol  our  road  on  the 
assumption  that  we  are  to  looko7t/y  at  home  for  the 
necessary  means  and  spirit.  But  these  are  far 
from  being  the  only  resources  and  interests  invol- 
ved in  the  construction  of  the  road  from  H.-nd'-r- 
son  to  Nashville.  A  glance  at  a  map  of  the  Uni- 
ted States  will  show  that  it  is  not  a  mere  local  or 
even  sectional  work,  but  one  which  in  many  re- 
spects rises  to  the  dignity  of  a  national  work.  Its 
local  importance  and  the  local  means  applicable  lo 
its  construction  are  ample  for  that  end.  Its  sec- 
tional value  is  still- greater,  for  it  will  at  once  be 
seen  that  it  is  greatly  more  than  one  hundred  miles 
the  shortest;  and  the  above  estimates  show  that  it 
is  the  cheapest  line  of  communication  between  the 
great  valleys  of  the  Ohio,  Wabash,  Mississippi 
and  Missouri  rivers  and  the  Lakes  in  the  North 
west,  comprising  the  States  of  Indiana,  Illinois, 
Missouri,  Iowa,  Wisconsin,  Michigan,  and  the 
territory  of  Minnesota,  and  the  Southeastern  At- 
lantic and  Gtilf  Stafs  viz:  Tennessee,  North 
Carolina,  South  Carolina,  Georgia,  Florida  and 
Alabama.  Seven  states,  the  great  granary  an<' 
provision  warehouse  of  the  Northwest,  are  con- 
nected by  it  on  the  shorie*t  and  cheapest  route 
with  six  states  in  the  southeast,  five  of  which  are 
on  the  Atlantic  or  the  Gulf  and  all  six  cotton 
growine  states,  with  an  unlimited  supply  of  the 
best  bi'uminous  coal,  iron,  and  every  other  mate 
rial  necessary  f(«r  carrying  on  and  erecting  manu 
factories  situated  in  southwestern  Kentucky,  and 
penetrated  and  developed  by  our  road.  It  cannot 
be  doubled  that  the  four  millions  of  provision 
growers  iu  these  seven  northwestern  states,  wh( 
are  anxiousi}'  hunting  markets  (or  their  teeming 
products,  nor  that  the  three  millions  of  consumer- 
in  the  five  southeastern  slates,  (leaving  out  Ten 
nessee)  who  are  searching  for  cheap  provisions 
and  laboring  to  extend  their  commerce,  will  aid  U' 
with  their  means  in  the  construction  of  this  road  a' 
ibe  most  efii:ient  engine  for  tlia  furtherance  t;f  thi 
cherished  objects  and  interests  of  both.  Such  'r 
doubt  would  imply  a  con  tract  ic  ion  of  the  principl« 
engraven  upon  the  very  liatare  of  mrin  by  the 
sl;cog  hand  oi  selfishness,  and  lyiag  therefore  a 


he   foundation  of  his  actions.  "  Where   a  man's 
treasure  is,  there  will  bis  heart  be  also." 

Charleston  and  Savannah  have  long  ardently 
thirsted  for  a  participation  with  New  Orleans,  Bos- 
ton, New  York,  Philadelphia  and  Baltimore  in  the 
rich  fruits  and  gushing  prosperity  resulting  from 
the  commerce  of  me  west.  God,  by  piling  up  the 
Apalachian  chain  of  mountains,  and  its  peculiar 
position,  denied  it  to  the  cities  of  the  Atlantic  sea- 
hoard,  and  by  pouring  out  the  Mississippi  and  its 
hundred  tributaries  through  the  great  western  val- 
ley, gave  this  commerce  to  New  Orleans.  The 
four  eastern  cities  spurning  the  mountain  horizon 
which  put  limits  to  their  commercial  prosperity, 
and  seemed  to  say  "  thus  tar  shalt  thou  go  and  no 
farther,"  have  cleft  these  mountains  to  their  very 
base  by  their  canals  and  railroads,  and  by  uniting 
with  similar  improvements  in  the  West,  are  now 
dividing  with  New  Orleans  the  abounding  com- 
merce of  the  Great  Weft— Charleston,  Savannah, 
Wilmington,  and  Norfolk,  but  especially  the  two 
former  are  exhausting  their  ingenuity  and  have 
poured  out  their  wealth  to  level  mountains,  fill  up 
vallies,  and  stretch  their  iron  arms  into  the  valley 
of  the  Mississippi,  and  thus  grasp  th<*  gilden  prize 
for  which  all  the  states  and  cities  on  the  Atlantic 
seaboard  are  alike  struggling.  Charleston  and  Sa- 
vannah have  succeeded  in  reaching  Nashville, — 
Norfolk  and  Wilmington  will  soon  effect  the  same 
thing — all  have  poured  out  their  means  heavily,  to 
attain  this  object,  and  yet  at  Nashville  they  have 
only  reached  the  confines  of  the  great  valley  whose 
commerce  they  desire  to  drain.  They  are  135  miles 
from  the  Ohio  river,  and  326  from  St.  L  'uis,  the 
commercial  heart  and  centre  of  the  g.-eat  valley — 
The  people  of  this  valley,  anxiousto  multiply  their 
markets,  and  to  meet  the  efforts  of  their  brethern  on 
the  Atlantic  seaboard  in  their  exertions  to  promote 
commercial  and  sixiial  intercourse,  have  construct- 
ed and  are  constructing  a  perfect  network  of  rail- 
roads and  canals  terminating  at  various  points  on 
the  northwestern  side  of  the  Ohio  river,  among  oth- 
ers at  Evansville  where  both  a  railroad  and  canal 
exist,  leading  to  the  lakes,  are  connected  with  the 
whole  north  western  system  of  both  artificial  and 
natural  means  of  transportation  and  travel.  Hen- 
derson is  only  distant  from  Evansville  about  ten 
miles,  and  the  navigation  between  them  on  the 
Ohio  is  perpetual,  there  being  never  less  than  from 
five  to  six  feet  depth  of  water  in  the  channel.  The 
distance  from  Henderson  to  Nashville  is  only  135 
miles,  which  is  filleJ  up  by  our  own  and  the  Edge- 
field and  Kentucky  proposed  raihoads.  These 
railroaas  are  by  compact  between  the  two  compa- 
nies to  be  united  ;>nd  ultimately  to  form  one  road, 
and  this  link  ot  135  miles  is  the  only  one  which  is 
wanting  to  connec*.  Charleston,  Savannah  and  the 
cities  and  Stales  of  the  south  Atlantic  seaboard  with 
the  centre  of  the  Great  Volley  of  the  West.  Will 
these  States  and  cities  withhold  their  means  from 
the  construction  of  this  road  1  Tosurpose  so  would 
he  to  imagine  that  a  community  would  expead 
their  money,  and  appropriate  their  labor  and  intel- 
ect  to  achieve  an  o^j^ct  of  great  magnitude,  and 
when  that  object  was  just  within  their  grasp,  re- 
fuse to  clutch  it.  The  supposiiiin  is  unreasonable 
and  is  contradicted  by  the  wholehi- tt>iy  and  by  the 
interests  of  iho'^e  stales  and  cities.  We  then  may 
reasonably  expect  aid  in  the  construction  of  our 
toad  from  the  northwest  and  the  southeast.  We 
ilso  may  expect  aid  from  the  cities  of  the  north- 
ast,  for  our  road  will  fill  up  the  circle  ot  railroad 
loutes  which  either  by  fhe  northwest  or  southeast 
will  lead  to  the  cities  of  thencriheast.    Thus,  with 
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boili  luc  duiii.y  -iia  uie  will  ai  noais,  wiih  ihe  jusi 
expectations  oi  aid  from  abroad— with  the  amount 
of  ojeans  boih  of  block  and  bonds  airearly  subject  to 
our  control—and  with  the  coal,  iron,  and  other  lo- 
cal trade  created  by  the  road  itself,  combined  with 
the  remarkably  favorable  profile  of  the  country 
through  which  it  will  pass,  it  is  certainly  tair  to 
presume  that  we  are  able  to  pay  lor  it,  or  most  as 
suredly  willbe  so  by  the  end  of  the  time  fixed  iu 
our  advertisement  for  the  receptioD  of  bids.  Know- 
ing the  interest  which  you  leel  in  all  proper  rail- 
road enterpnzes,  1  have  thought  proper  to  say  this 
much  to  you,  as  to  the  condition,  prospects  and  im- 
portance of  the  Henderson  and  Nashville  railroad, 
wbii  h  you  may,  if  you  choose,  publish  in  ihe  Rail 
road  Journal,  as  a  communicatiou,  in  connection 
with  our  adverasement.  Very  rcspectlully. 
Edward  H.  HoPKt.ss,  Prest.  H.  &  N.  R.  R.  Co. 

.■  :-••"<■:*."••.■.■  Indiana. 

Wabash  and  Erie  Canal.  — The  following  is  an 
extract  from  the  message  of  Gov.  Wright  to  tht- 
legislature  of  Indiana,  on  the  subject  ot  the  above 
work  : 

The  report  of  the  trustees  of  the  Wabash  and 
Erie  canal.,  will  put  you  in  posstsMon  ol  the  pro- 
g^e^s  and  management  of  the  work  th"  past  year. 
There  are  many  interesting  questions  presented  for 
your  consideration.  The  tolls  and  water  rents  ol 
the  past  year  received  were  SI93,400  18,  being  an 
increase  of  $14  liy  42  over  the  correspomling  pe- 
riod of  the  year  immediately  precttling.  The 
amount  realized  from  the  sales  of  land  in  the  two 
land  districi-i,  and  collected  from  previous  sales 
were  8J32  7W  98,  being  an  increase  over  the  same 
periou  of  the  year  preceding,  of  S  147,521  14.  The 
work  has  progressed  rapidly  during  the  past  year, 
and  no  doubt  is  entertained,  that  by  the  first  day  ol 
March  next,  the  waters  of  the  Like  and  of  the  Ohio 
Will  be  united,  and  the  entire  Canal  from  Toledo 
to  Evansville,  a  distance  of  four  hundred  andsixty- 
five  miles  will  be  in  successful  operation.  This 
work,  conducted  with  such  energy,  wi'lbe  the  long 
est  line  of  inland  continuous  navigation  in  the 
world,  and  its  completion  will  lorm  a  new  era  iu 
Indiana. 

It  was  to  be  expected  that  in  the  prosecution  ola 
public  work  of  such  magnitude,  and  its  minage- 
nient  and  police,  the  trustees  would  often  come  in 
conflict  with  local  and  private  interests.  This 
was  so  under  the  slate  management  of  the  work. 

Frequent  complaints  have  been  made  to  the  Ex- 
ecutive Department  for  relief,  by  bringing  suits  a- 
gainst  the  board. 

In  the  county  of  Clay,  a  large  public  meeting  ol 
the  citizens  was  held  during  the  past  season,  at 
which  divers  resolutions  were  adopted,  among  oth- 
ers the  following. 

"  That  the  trustees  of  the  Wabash  and  Erie  can- 
al have  constructed  a  reservoir  on  Splunge  Creek 
in  saiJ  county,  coveting  among  the  r^  st  about  one 
thousand  acresof  heavily  limbered  land,  the  timber 
lelt  standing  to  rot  and  decay;  anithat  the  miasma 
arising  from  .said  reservoir  ha*  already  desroyed 
the  health  and  lives  of  many  of  our  b  st  citizens, 
and  has  l)ecome  a  comm'>n  and  public  nuisance 
and  no  prospect  of  becoming  any  better  for  yeais 
to  come, — not  until  the  timber  therein  entirely  de- 
cays or  is  ottierwise  removed."  A  copy  6i  the  pro 
ceedings  of  the  meeting  was  presented  to  me.  I  di- 
rected counsel  to  examine  the  case.  Suit  has  been 
brought  and  is  now  pending. 

Tnese  applications  lor  relief  by  suits  are  embar- 
rassing, and  1  again  suggest  that  you  adopt  seme 
rules  to  be  observed  in  such  cases.  The  views  ol 
my  predecessor  on  this  subject  are  worthy  of  youi 
special  consideration. 

It  IS  our  duty  to  protect  the  rights  of  the  citizens 
and  the  community  in  every  way  compatible  with 
our  past  engagements;  but  we  are  always  to  con 
sider  the  circumstances  under  which  the  Wabash 
and  Erie  canal  was  tiansierred  to  the  '.rupees  fur 
completion,  and  the  objects  for  which  it  is  pledged 

We  must  ever  regard  those  otjecisas  intimately 
identified  with  the  character  and  credit  of  ours'ate. 
We  sboum  be  recreaai  lo  cverjr  priuciple  of  honor 


if  we  do  not  maintaiu 
with  our  bondholder-. 


inviolate   the 


uollars  per  unle,  in  cutuplc^nng  tht:  itri.^iu^  «ud 
rallastiiig  of  the  road,  in  iurnisnmg  audiiiooal  caiii 
and  engtues,  in  building  tnacbirie  >hops,  passt  nger 
h  'Uses,  and  other  siaiicKi  accoinm'Uaiions,  and  in 
the  erecion  ot  a  I  ridge  across  the  .Mauoice  river. 

The  j  rades  and  alignment  are  very  favurable. 
The  ajsgrr-gate  let  gth  ol  curved  line  is  less  than 
nine  miles  iu  the  eighty-seven — the  total  curvature, 
344  dej;rees,  mostly  iu  the  vicinity  ol  nations — 
maximum  grade  ol  mainline,  thirty  leet  tothe  mile. 
We  halve  one  reach  of  twenty-mine   miles    with 


OIkiu. 

FIRST    ANNUAL     REPORT   OF   THB   TOLEDO,    NOHWALK 
AND   CLEVELAND    KAILROAD. 

It  was  one  year  last  spring  that  we  took  the  votes 
o(  the  municijial  corporations  along  our  line,  under 
the  authority  coniained  in  oar  charter,  granted  the 
previous  winter  ;  and  it  is  now  about  filteeu  months 
since  our  principal  contractors,  M'-ssrs.  Baxter, 
Brown  &.  Co.,  got  their  lorces  fairly  engaged  on  our  I  only  ons  very  slight  curve,  and  almost  level  the 


road,  in  the  work  of  construe  ion. 

Since  that  period  the  grading,  bridging  arid  ma- 
sonry, have  been  i;one,  the  road  prepared  for  the 
iron,  the  iron  purchased  in  Et.gland,  transported 
andlail  in  the  track,  and  the  lutniture  and  depot 
accommodations  partially  provided. 

Fifty-two  miles  of  the  Western  end  of  the  road 
have  been  run  since  the  sJOih  inst.  The  residue 
will  be-ready  soon. 

Though  you  may  row  look  upon  the  enterprise 
as  prosecuted  to  a  succe.sslul  i>sue,  and  begin  ti^ 
reap  the  benefits  acii'spated  from  it,  we  have  not 
yet  provided  ourselves  with  a  sutticieni  number  oi 
cars  and  engines,  not  are  our  depot  arrangements 
ill  such  a  state  ot  lorwarJnos  as  to  accommodaft 
business  that  may  be  taiily  expected  to  pass  ovtr 
our  road. 

Occupying,  as  we  do,  a  position  in  a  great  line 
of  thoioughiares,  with  roads  in  lull  operation  at 
either  end,  we  found  ourselves  pressed  with  the  oi- 
ler of  business  beiore  we  were  ready  to  undertake 
it;  and  though  we  commenced  running  one  train  a' 
day  over  the  Western  section  for  the  carriage  of 
passengers  and  mail,  with  such  accommodations 
as  we  could  get  in  readiness  at  the  titn^*,  we  did  not 
expect  to  be  in  a  condition  to  any  treight.  or  even 
entirely  meet  the  wi>hes  of  the  travellitig  public  ; 
yet  our  business,  on  the  section  opened,  has  been 
quite  as  large  as  we  had  auy  reason  to  expect. 

The  paying  passengers  daily,  on  the  average, 
have  amounted  to  over  ihiee  hundred  ;  and  thegro>s 
earnings  at  the  same  rate  tor  a  year  ol  313  days, 
deducting  therefrom  nity  per  cent,  for  running  ex- 
pt'nses,  would  be  equal  to  nine  per  cent,  on  the  cost 
of  that  section  of  h.ty-two  miles,  at  SI6,000  per 
mile.  We  hope,  in  a  few  weeks,  to  get  into  oper- 
ation, for  both  freight  and  passengers,  over  Ihe 
whol"  line. 

The  final  estimates  of  the  cost  of  our  road  have 
not  yet  been  cairied  on  to  our  books.  Annexed  is 
a  statem-'nt  made  up  from  the  Treasurers  book-, 
and  fiom  estimatts  just  returned  to  this  otfice  by 
our  Chief  Engineer,  ol  the  cost  of  construction. — 
The  small  amount  of  work  yet  to  be  done,  brought 
into  this  statement,  will  not  be  greater  than  the  es- 
timates, and  the  gross  amount  covers  the  ci&t  ol 
surveys,  depot  gtouiids,  right  of  way,  and  land 
damages,  (including  about  fitiy-flvc  miles  ot  fenc- 
ing,) cost  of  Work  and  material,  ot  machinery,  ot 
station  buildings  as  far  as  undertaken,  oi  int<-rest 
on  bonds  and  debt  to  the  time  of  opening  the  Wes 
tern  section,  of  discounts,  commissions,  eujiineer 
ins,  salaries,  and  all  iiicidental  expenses. 

The  estimate  ot  Mr.  Uarbach,  who  made  our 
preliminary  surveys,  waseigh'een  thousand doliais 
per  mile  for  road  and  less  equipment  ban  we  have 
provided;  which  is  about  two  thousand  five  hund- 
red dollars  per  mile  more  than  the  actual  cost. 

In  the  incipient  stages  ol  construction,  and  es- 
pecially in  closing  a  contract  with  Messrs.  Baxter 
Brown  &  Co.,  (who  have  driven  the  work  forward 
with  great  energy.)  we  were  obliged  to  submit  to 
some  sacrifices  on  our  stock  and  bonds,  in  order  to 
provide  the  means  of  payinent.  Our  subscriptions 
to  the  capital  stock,  though  quite  equal  to  the  abil- 
ity of  the  country,  were  very  far  Mom  being  ade- 
quate to  carry  on  sueh  an  enterprise  with  vigor: 

The  woikis  of  the  first  class.  The  masonry, 
bridging,  and  other  structures  are  all  made  in  a 
very  suustantial  manner,  and  we  confidently  refer 
to  the  statement  of  the  cost  as  evidence  of  having 
hit  upon  a  very  fortunate  period  for  the  purchase 
01  our  iron,  if  not  of  prudence  and  economy  in  the 
construction  of  the  whole  road.  The  difference  in 
cost  ol  that  single  item,  and  the  present  market 
value,  is  over  two  hunJ^ed  and  til'v  thousand  dol 
lars  on  the  amount  purchased.  It  will,  however  bi 
necessary,  in  addition  to  the  above,  to  expend  « 
sum  in  the  aggregate  equal  to  about  two  thousand 


I  whole  d|istanre. 

Our  toad  will  be  operated  under  an  agreetoent 
with  th  ;  Cleveland,  Columbus  and  Cincinnati  rail- 
road CO  npany,  by  which  a  connected  Une,  as  a  pait 
ol  the  Lake  Shore  route,  is  formed  between  Cleve- 
land aojl  Toledo,  and  there  will  be  no  change  of 
cars  at  jhe  poiift  of  Junction. 

We  have  issued  no  railroad  bonds  convertifde 
into  sto;k:  The  amount  of  slock  issued,  up  to  this 
date,  if  eluding  that  which  we  are  to  pay  uur  con- 
iiactois,  is  about  £^551  000  in  amount,  and  its  loer- 
Ket  v<il  le  is  rapidly  advancing. 

Shou  d  the  building  ot  the  bridge  at  the  Maa- 
mee  ri  ^er,  and  additioral  station  accomiuottaiions 
De  ente  ed  upon  at  an  early  day,  it  may  become 
ntcesssry  and  conveuieiit  in  providing  means,  lo 
issue  a  1  additional  amount  ol  stock.  It  is  right, 
however,  that  the  stockholders  generally  should 
have  the  benefitof  any  premium  ii  may  command. 
The  dii  ectors  have,  therefore,  ordered  the  books  of 
subscription  to  be  closed.  This  is  asuiject  wbich 
may  v«  ry  properly  be  r^rferred  to  the  siuckholdefs 
(hemse  ves.  There  will  be  no  necessiiy,  in  any 
event,  )l  issuing  an  amount  of  stock  greater  than 
uue-ha  f  of  the  cost  of  the  road,  should  the  Muck- 
riolders  think  it  expeoient  to  give  their  sanction  to 
the  issite  of  an  amount  »o  laige  as  that.  We^re* 
diet  gn  at  success  for  the  enterprise. 

By  order  ot  the  B>>ard. 
1  IC.  L.  BuALT,  President. 

COST  O^  ROAD,  EQUIPMENT    AND  STATION    BUILDINGS. 

Conlracl  wUk  Baxter,  Brown  <f»  Co. 

Clearing,  grubbing,  grading,  masonry, 
bri('j;iug,  cross  ties,  distributing  and 
layiig  track  and  switches,  ai.d  bai- 
lai»i'ig »322,659  C2 

Ten  p«  r  cent  on  above  and 
on  i  on S70,03G  33 

Deduc  $IO,OOOasper  modi- 
ficai|un  ol  contract 10,000  00 

CO  036  33 
Dallas  ing,  on  which  no  ten  per  cent  is 

to  be  paid 35  000  00 

Extra,  for  rock  excavation 'Z-2M  00 


Tj>tal. S419,915  95 

Other  toork  and  Material. 
June  i^d  Grabach's  contract  for  mason- 

Cle^iiig,  grubbing,  grading,  cross-ties 
bridging,  and  whart  on  east  side  riv- 
er ai  Toltdo,  29  miles  western  sec- 
tion    

Station  grounds,  land  damages  and 
righs  of  way,  itcluding  55  miles 
fencing 

Enginreiing '.".'     25.7i6  53 

Salari  -s,  rents  and  incidental  expenses 
to  Lee.  20,  185-2 14,678  00 

Extra  illowance  for  distributing,  count- 
ing  ron,etc.. 3, ICO  00 

Iron,  ^c. 

7,993  I  ^ross  tons  iron  in  N. 

Yor  I,  at  S3t»  76  per  ton .  $293,832  68 

Chain  and  spike 8^176  00 

Trans  donation  of  the  same 

at  S  3  per  ton  net 55  695  00 

*377.703  68 

Equipment. 
Ten    ocomotives    aniring 

and  arrived fi77,250  00 

Fiity  ilatlotm  and  40  house 

dou  le  car* 53,220  00 

Eight  first  class,  and  eight 
ex  p -ess,  post  office  and 
otbt  rears., 


SI9,661  37 


88,781  32 


56,692  20 


•r». 


28  400  00 


-«158,870  00 


'iK.^'T^ 


62 


AM^mCAlr    RAILROAD    JOrRNAL. 


Station  BuUdings,  if"-, 

Eagise  houses,  woud  sheds,  water 
lank>,  titight  houses,  turn  tallies, 
and  uther  accuiuinodaijoas  as  tar  as 
cuininenied  aud  ii>  iiuisn S34,000  00 

Comoiissions  ot  ail  kinds  and  trip  to 

England.... 2,500  00 

DiscuuQis  on  bonds  and»<iock  taken  by 
coniraciurs  in  payment  and  al|  other 
discounts,  and  interest  on  bonds  sold 
and  on  debts  up  to  Dec.  20(h,  1852, 
date  ol  opening  western  section. i. ..    14C  642  90 

Leal  estate  and  Miscellaneous  items..       3,212  21 


Co<^t  of  87  miles  of  road,  station  build- 
ings  ,  .^ 81,351,714  16 

Being  SI5,530  per  mile. 

Mew  England  Railroad  Convention. 

A  filial  meeting  ol  this  hody  was  held  at  Boston 
on  the  15th  inst.  All  the  Northern  lines  were  rep 
resented.  The  committee  appointed  at  the  previous 
meetinz,  consisting  ot  Mr.  Swift  of  the  Western 
road,  Mr.  Hendee  of  the  Rutland,  and  Mr.  Stearns 
of  the  Vermont  Central,  reported  the  expediency  ol 
raising  the  Ireight  tariffs  25  per  cent,  and  ot  abol- 
ishing all  free-passes.  The  rep^t  was  unani- 
mously acceep'.ed.  There  are  now  three  import- 
ant railroad  lines  from  Boston  to  the  West,  name- 
ly:— the  Worcester  and  Western  line,  the  Fitch- 
burg,  Cheshire  and  Rutland  line,  and  the  Lowell, 
Northern,  Central,  and  Ogdensburg  line. 

IlllnoU  Canal. 

The  amnal  statem^n  t)f  the  Trijs'ces  of  the  Illi- 
nois and  Michigan  Canal  has  been  published  for 
the  benefit  ot  the  subscribers  to  the  loan  of  it  600,- 
000,  obtained  lor  the  compleiiun  of  fhe  canal.  AH 
the  back  interest  and  70  per  cent,  puncipal  have 
been  paid,  and  the  whole  debt  will  soon  be  cancel- 
ed. Twen'y  per  c  nt.  of  the  principal,  in  addiiinn 
to  the  interest  was  paid  last  October.  The  sales  ol 
lan^s,  b  longing  to  the  canal,  for  1852,  wer*^  32  873 
acres,  at  ■!t289  9ll,being  au  excess  above  the  valu- 
ation of  883  531  ;  in  addition,  692  town  lots  were 
cold  for  8<9S,903,  leaving  unsold  1 16,234  acres  o( 
canal  l^nlls,  and  2  379  town  lots;  of  the  latter  527 
are  in  Chicago  or  its  immediate  vicinity.  Tne 
trustees  are  Messrs.  William  H.  Swilt,  ol  Boston ; 
David  Leaviit,  New  York  ;  and  Joseph  K.  Wells, 
Chicago.  I 

Florida. 

Savannah  and  Pensacola  Road. — We  learn 
through  th«  editorial  correspondence  ot  the  Geor- 
gian, that  the  legislature  of  Florida  has  passed  a 
bill  to  incorporate  "the  Pensacola  and  Gforgia 
railroad  company."  The  correspondent  ol  the  Geor- 
gian kays:  "  Under  its  provisions,  Savannah  will 
have  no  difficulty  in  leachiug  Pensacola  by  both 
the  Savannah  and  Pensacola,  and  by  the  South- 
western railroad.  The  latter,  it  can  hardly  be 
doubted,  will  work  its  wavdo*n  thnmghSumpter, 
Lee.  Baker,  Early,  and  Decatur  counties,  to  the 
Florida  line,  at  a  point  in  the  vicinity  of  the  junc- 
tioo  of  the  Ch^ttahool■hee  and  Flint  rives.  The 
former,  throwing  otf  a  branch  to  AlBany,  will  con- 
struct another  through  Southern  Georjiia  bv  near- 
ly a  direct  line  to  the  point  already  designated  as 
the  Georgia  te''miuusof  the  ^uuth  western  road,  to 
wit:  the  vicinity  of  the  junction  of  the  Chaitahoo 
chee  and  Flint." 

We  are  mu':h  obliged  to  our  Florida  friends  for 
a  charter  for  so  much  ol  the  proposed  road  as  will 
pass  through  their  state,  but  the  obligation  would 
have  been  increased  if  they  had  devoted  a  portion 
ot  their  magnificent  internal  improvement  fund  to 
the  construction  of  the  road.  What  is  to  be  done 
with  that  fund,  if  anything,  we  are  unable  to  say. 
We  observe  tnat  the  legislature  refused  to  appro 
priate  any  portion  of  it  lo  the  Central  road  passing 
through  the  state,  though  they  granted  it  a  charter. 
This  road  is  to  "commence  in  Eist  Florida,  upon 
some  tributary  of  the  Atlantic  ocean  within  the  lim 
its  of  the  state  ot  Florida,  having  a  sufficient  outlet 
to  the  ocean  to  admit  of  the  passage  of  sea  steam- 
ers, and  shall  run  through  the  state  in  the  most  eli- 
gible direction,  to  some  point,  bay,  arm  or  tribuu- 


ry  ol  tiie  Gulf  nt  Mexico,  weat  ol  itie  Apalachicoia 
rivff.  in  We-«.t  Florida." 

The  connection  of  the  Atlanti'  and  the  Gulf  has 
long  been  a  favorite  project  with  the  people  of  Flo- 
rida, but  so  divided  have  they  been  a.s  to  the  direc- 
tion the  road  shall  take,  that  they  have  failed  thus 
far  to  accomplish  any  thing.  Tt)ey  might  easily 
enough  have  insured  this  connection  by  rmbaiking 
in  the  Savannah  and  Pensacola  road  ;  is  it  is,  they 
only  grant  a  charter  and  leave  uslo  do  the  work. — 
Sav.  Republican. 


Wiikinson^s 
EX  P  L.OS  I  VE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

64COURTLANDSr.,  N   Y. 

THE  EXPLOSIVE  IIAILWAV  SIGNALS  are 
Himilarto  those  u'-ed  in  KngUnd  and  from  expe- 
rience are  found  to  be  much  better.  They  are  b"  con- 
structed that  the  movement  "f  nn  Engine  over  them 
ai  any  speed,  will  cmse  an  explosion  that  cannot  be 
mistaken,  in  the  night,  from  this  xame  caus< ,  there 
will  be  a  brigh'  (lash,  wtiith  will  be  so  vivid  that  it 
cannot  he  passed  imnoticd. 

7Vij»  wUlbe/ound  to  be  one  more  prevenHve  of  coir 
tision.  Itiaoiten  the  rase  that  during  a  fog  or  snow- 
storm, a  train  cannot  He  warned  of  its  danger  by  a  flag 
or  lan'ern,  and  in  such  instances  they  are  invaluable. 

They  are  imperv'ous  to  water,  and  will  keep  their 
explosive  property  any  number  of  years  T  hey  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them. 

PA'PEINT 
Locomotive    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHEH   PUH POSES. 

THIS  .Machine  enaMes  the  Cylinders  to  be  reborecJ 
without  moving  them  from  their  places,  thereby 
saving  a  great  exr>«n8e.  We  refer  to  Nashua  &  I  .owell 
Fall  River,  Vt  V-illes  Vt.  and  Mass,  Old  C'lony, 
Mew  York  and  New  H  «ven  Providence,  Hartford 
and  Fishkili,  Western,  M^ss.,  New  York  »nd  Erie, 
Boflon  ai  d  Worcester,  Coni»ecticut  Biver.  Worcester 
and  Providence,  Cfi'implain  and  St.  Lawrence,  Bos- 
tonand  Maine  and  Hudson  River  Riilr<>ads,  who  have 
the  Machines  ill  use  For  sale  by 

BRIDGES  &  BROTHER,  Aats  , 
64  Courtland  St.  ^:^;w  York. 

To  Contractors. 


HENDERSON  AiND  NASHVILLE  R.  R. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  and  Nashville  Railroad  Company 
at  Henderson,  Ky.,  will  be  received  and  are  invit- 
ed until  the  1st  day  of  April,  1853,  for  the  construe 
tion  of '.hat  part  of  said  road  tunning  from  the  town 
ot  HemJer-on,  by  the  way  of  Madisonville  and 
Hopkinsville,  to  Tr<  nton,  Todd  county,  Ky.,  in  all 
about  eighty-thrt  e  miles.  The  bids  may  be  made 
out  on  either  or  any  of  the  following  ba^is— 

1.  For  the  grubbing  and  grading,  including  the 
ditching,  draining,  cuts,  6lls,  culverts,  briJges 
and  turnouts  complete,  ready  for  the  wooc'.en 
super>truciure,  of  any  o7u  or  more  sections  of  tiu 
Road. 

2.  The  same  with  the  addition  of  the  wooden  su- 
perstructure ready  for  the  iron  rails. 

3.  The  same  with  the  iron  rails,  chairs,  etc.,  ready 
for  the  rolling  stock,  including  broken  stone  or 
gravel  ballasting. 

4.  The  same  with  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Car-houses,  offices,  etc.,  com- 
plete for  use,  or 

5.  Bids  will  be  received  as  above  for  the  construc- 
tion of  the  entire  Ruad,  on  the  following  basis — 
viz: 

1.  For  the  grubbing  and  grading,  including  ditch- 
ing, draining,  cuts,  fills,  culverts,  bridges  and 
turnouts  complete,  ready  tor  the  wooden  luper 
structdre. 

2.  The  same  with  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chaiis  and  broken 
stone  01  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 


■i.    1  tie    same  with  tiie   lull    tquipments  ol  rolling 

I      stocks,  depots,  wood  and  waer  stations,  E"gine 
and  Car  houses  and  shops,  offices,  etc.,  complete, 

I      and  the  whole  road  and  its  equipments  perfect 

;       and  ready  lor  use. 

I  Complete  draits,  maps  and  profiles  of  the  Road 
from  Ht-iiderson,  vi4  :  Madisuuville  an  I  H<>pk.ns- 
vide  lo  Tieuton,  together  with  plans,  «stimates  and 
sptcifications  ol  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  pail  of  it  at 

{the  Henderson  and  Nashville  P.ailroad  Oliice,  in 
Henderson,  Ky.,on  and  alter  the  Istday  of  March, 
1853.  Biddeis  will  please  give  their  Post  Olhce  ad- 
dress in  their  proposals. 

By  a  compact  between  the  Hend*"rson  and  Nash- 
ville Railroad  Co.,  and  the  Eldgefield  and  Kentucky 
Railroad  Co.,  thnir  roads  are  to  bs  uniltd  at  the 
Tennessee  and  Kentucky  State  line,  and  then  forna 
a  continuous  line  of  Railroad  from  Henderson  on 
the  Ohio,  to  E  tgefidd,  on  the  Cumberland  river 
immediately  opposite  lo  Nashvide.  a  distance  of 
only  about  one  hundred  and  foiLy  miles.  When  it 
IS  Considered  that  at  Nashville,  ibiough  the  Nash- 
ville and  Ctiairiuougu  Railrjad,  this  load  connects 
with  the  whole  bystem  <>f  Railroad?  and  rivt-rs 
leading  to  Charleston,  Savannah,  and  the  Suuth 
Atlantic  seaboard,  and  from  thence  by  a  s^outhern 
route  of  Railroads  to  all  the  Eastern  and  Northern 
cities,  and  that  at  Evansville,  Indiana,  only  ten 
miltrs  ol  perpetual  navigation  on  the  Ohio  river  dis- 
tant from  Hf-nderson,  it  connects  with  the  systems 
of  Canals.  Railroads  and  Rivets  which  penetrate 
?nd  drain  the  valleys  of  the  Mississippi  and  the 
Lakes,  and  extend  by  a  Northern  route  to  the  East- 
ern and  Nonh-eastern  cities,  it  cannot  be  dounted 
that  this  is  a  most  important  road.  But  if  it  be  tak- 
en into  the  account  that  it  presents  much  the  short- 
est, and  owing  to  th<-  remarkably  favorable  profile 
ol  the  cotiutry,  for  the  cheapest  loute  for  a  railroad 
designed  to  connect  these  Northern  and  Southern 
Systems,  that  it  penetrates  the  richest  beds  both  of 
jiiumiuous  coal  and  iron  oie  heretofore  valueless 
t^cau^e  land-locked— that  it  pas<es  through  an  a- 
gricultural  rtgiou  of  great  leniliiyand  remarkable 
beauty,  and  opens  in  ttie  South  Atlantic  Sates  by 
the  shortest,  speeoiest,  cheapest  and  best  loute,  a 
market  comparatively  new,  for  the  U'emiog  pro- 
lucts,  especially  provisions  of  the  valley  of  the 
Mississippi  and  the  Lak  s,  its  value  and  import- 
ance cannot  be  over-estimated — that  it  will  p-iy  and 
pay  richly,  both  in  dividends  to  the  stockholders 
and  in  indirect  piofis  to  those  whose  residence 
gives  them  an  interest  in  the  means  ot  transporta- 
tion ai'd  travel  which  it  will  atford  cannot  be  doubt- 
.-d. 

Any  further  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  time  be  cheer- 
lully  given. 

By  order  of  the  Board  of  Dirc-nors  of  the  H. 
&  i\.  R.  R.  Co.     ED.  H.  HOPKINS,  Prest. 

Henderson  and  Nashville  R.  R.  Co. 


To  Contractors. 


'*^^i^-""''^ife»' 


CLtViil-AiNU  ANU  MAHO.M.NG  RAIj-ROAD 
LE ITING. 

SEALED  PROPOSALS  will  be  received  at  the 
Office  ol  the  Coinjiany,  on  Superior  street, 
Cleveland,  until  the  Jirst  day  of  March,  1853,  for 
the  Grading,  Masoniy  and  Biidging  of  the  portion 
of  said  road  irom  Cleveland  to  Warren,  a  distance 
of  53  miles. 

Plans,  Profiles,  and  Specifications,  may  be  seen 
at  the  Company's  Office,  in  Cleveland,  and  the  line 
will  be  ready  lor  inspection  by  Contractors,  2  days 
previous  to  the  letting. 

The  line  is  diviced  into  sections  of  about  one 
mile  each,  and  bids  will  be  received  for  each  sec- 
tion separately,  or  for  the  whole  line. 

Estimates  will  be  made  mombly,  and  the  pay- 
ments made  in  cash. 

Further  information  may  be  obtained  on  applica- 
tion to  Jacob  Perkins,  E«q.,  President  ol  the  Com- 
pany, George  C.  B-ckham,  E'q.,  resident  Engi- 
neer, Cleveland,  or  to  the  undersigned. 

The  remainder  of  the  line  Irom  Warren  will  be 
let  as  soon  as  the  locaiiou  can  he'completed. 

By  order  of  the  Board.  .\ 

EDWARD  WARNER,  Chief  Engineer. 


?:■>.«•-''*- 


AMERICAN    RAILROAD    JOURNAL 


A.  N.  GUAY,  Cleveland,  O., 

KECEIVKR  A^D  FOKWAttDiiR  oi  Railroaa 
Ir^^n,  Chairs  and  Sp.keB  r«„„u, 

f  Iso,  Cara.  Locomotives,  and  all  kinda  of  Machi- 
nery for  Railroad  pui  puses,  m,  .      . 
Office  next  door  to  the  Custom  House,  Main  st, 
January  li,  1853. 

K.  Groves  &.  Sons, 

>      SHEFFIELD,  ENGLAND, 

MANUFACiUREUS  OP 

WARRANTED  Cast  Steel  of  superior  quality  for 
Tools,  Machirery  and  Engineering  pu'poses. 
Sinele  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description  ;  also.  Cast  Sttel 
Files  of  high  reputation,  spec'a  ly  adapted  for  the  use 
of  Machinists,  and  Saws  and  Eklge  Tools  of  all  kinds. 

Corporate  mark   jj-W^ 

CHAS   COinGREVE,  i»gent, 
68  Maidenlane,  New  York. 
Stocks  of  the  above  goods  constantly  on  hand. 
January  U,  183 {.  


SISCOC    BLAST   FURNACE 
For   Sale. 

ri'^HIS  FURNACE,  situated  in  Westport,  Essex 
X  Co.,  N.  Y.,  on  Lake  Champiain,  is  capable  o( 
producing  3000  tons  Pig  Iron  per  annum.  It  is 
blown  by  a  powerful  steam  engine,  and  another  en- 
gine raises  the  stock,  etc.,  etc.  There  are  eight 
Kilns,  which  can  make  500,000  bushels  Charcoal 
per  annum,  lonnecting  by  Railroad  with  Ihe  Fur- 
nace, and  nearly  an  acre  of  sheds  for  seasoning 
wood.  One  large  Brick  Mansion  House,  wiih  ex- 
cellent Farm,  one  Bi  ick  Coiuge,  seventeen  Houses 
for  workmen,  commodious  Blacksmiths'  and  Car- 
penters' Shops,  etc.,  etc.,  and  about  1500  Acres  ol 
Land.  The  Furnace  is  situated  on  a  large  and 
convenient  Dock;  Wood  for  making  Charcoal  can 
be  obtained  cheaply  in  the  neigbburhood,  and  An- 
thracite coal  Irom  Rondoutcan  be  delivered  at  low 
rales.  By  the  proposed  Ship  Canal  from  Lake 
Champ'.aiu  to  River  St.  Lawrenc,  coal  could  also 
be  brought  with  great  lacility  from  Erie.  The  rich 
Magnetic  Ore  ot  Elssex  Coumy,  particularly  thai 
from  the  famous  Port  Henry  Bed,  can  always  be 
procured  cheaply  and  in  great  abundance.  The 
property  will  be  sold  on  reasonable  terras.  Inquire 
of  Messrs  J.  &,  L.  TUCKERMAN,69  West  street. 
New  York,  or  of  P.  H.  JACivSON,  JSo.  5  Liberty 
Square,  Boston.  Im2 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
and  24  Broadway,  New  York,  t^ole  Agent  in 
the  United  States  and  Canadas  for  the  Lowmoof 
Iron  Co.,  is  prepared  to  receive  orders  for  this  justly 
celebrat^  Iron,  and  oilers  for  sale  an  aseortment  of 
the  Round  sizes  which  Pe  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
wi'hont  a  rival. 


C'lMEON  DRAPER,  No.  46  Pine-st.,  otters  loi 
O  sale,  a  variety  ot  RAILROAD  BONDS  and 
STOCKS;  also  CITY,  TOWN  and  COUNJY 
BONDS,  among  which  are— 

l^t  Mortgage  Convertible—  \    ^ 

7  per  ct.  twuds  ol  Canaodaigua  and  Corninf 

R.R,  payable  in New  York,  iRfiO 

Do.     Butfalo,  Corning  and  Ntw  York  do lb<5'/ 

Do.     Western  Vermont  Railroad do.lb6l-7l 

Do.     Evansville  and  Illinois do....l86i! 

8  do.  Michigan  Central Boston,  IHW) 

{^o.    Peoria  and  Oquawka, New  York,  lti6'2 

1st  Mortgage— 

7  per  ct.  bonds,  Corning  &  Blossburgdo 1871 

Da     Mant-field  and  Sandusky do 1860 

7  per  ct.  Vermont  Valley do i860 

Do.     Troy  and  Bennington Troy,  N.  Y.I8t>l 

Do.    New  Jersey  Central New  York,  1860  70 

Do.     Dauphin  and  Susq.  Coal  Co.  do lH7l 

Do.     Bruuswick  Cai^ai  Co do 1857 

Also,  second  mortgage  bonds  of  many  of  the  above 

companies,  and — 
7  per  ct.  bonds  Saratoga  and  Wash.N.  York,  1862 

Do.    Troy  and  Boston do 1864  j 

Do.     Muscogt-e  Railroad Savannah,  l'>62 

Do.     Huron  and  Oxiord N.York,  l86v> 

Also.  Georgia  7  per  ct.  State  slocks, 

interest  payable  >emi-annually do....  1872 

City  ot  Savannah  7  per  cent,  bonds, 

interest  payable  semi-annually do.. 1870-76 

7  per  ct.  bonds  ol  the  Town  of  Huron, 

Erie  county,  Ohio do... .1861 

10  per  ct.  City  of  Keokuk,  Iowa,  Keokuk,  \%<^Z 

6  percent.  City  of  Memphis.. Philadelphia,  1880 
10  per  cent.  City  of  San  Francisco,  San  Fran.  1870 
12  "  "  Benicia,  California,  N.Y.  1855 
12        "            "        Sacramento,  do.   Sacramento 

7  per  cent.  Atlantic  Steamship  Co..N.  York,  1855 
12  per  ecnt.lmprovemfnt  Scrip  of  the 

State  of  Wisconsin  for  improve- 
ment of  Fox  River do....J862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  and  one  hall  surplus  profit^ 
of  this  and  Rutland  and  Wat>h.  R.  R. 

Rutland  and  Whitehall  Stock,  with  guarantee  of 
4  per  ct.  div'd  by  Saratoga  and  Washington  R.  R 
Also,  Stock  ot  the  Cambria  Iron  Company. 

Stock  in  the  Western  Vermont  R.  R.  Co. 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandu«ky  R.R.  Co. 
Stock  in  the  Southern  Bank  oi  Kentucky. 
Stock  in  the  Mechanic's  Bank  of  N.  Y. 
Stock  in  the  East  River  Insurance  Co. 


f 
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Superior  Cast  iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  tu  contract  for  the  sup- 
ply of  CAS  r  IRON  PIPES  required  by  Gasn  or 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  on  reasonable  terms.  These 
Pipes  are  cast  on  the  most  improved  principle  by  the 
best  Pounders  in  Scotland,  from  a  superior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary,°and  to  be  soft  enough  to  drill  easily  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
be  obtained  on  application  ^o  the  Agent  in  New  V  ork. 
WILLIAM  KOY,  Junr., 
21  Renfield  st,  Glasgow, 

Scotland. 
J.  H.  EADIE,  Agent, 

26  Front  st ,  New  York  ly80 


Railroad  Iron. 

^OnO  '^^^^  Railroad  Ir  n,  weighing  about  59 
k)\J\j\J  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 
"  Crawshay"  manufa  'lure,  now  on  the  way  trom  the 
shipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,   SANFORD  &  CO., 

No.  61  New  street. 
Decern  ber  4,  1852.  .    •»  ^^t^'^  *; .  ■ : 


The  Cold  Springy  Iron  Works, 

INCORPORATED  IN  1848. 

IN  the  Town  of  Otis,  County  Berkshire,  Massachu 
setts,  manufactures  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manufacture  ol 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IROA  oi 
all  descriptions.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  beln^ 
situated  in  a  region  of  WOOD  and  CHARCOAi., 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equdi, 
if  not  superior,  in  quality  and  finish  tj  any  in  the 
market.  Tney  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  t>e  prompUy  airen>!ed  to  :  and  execut- 
ed on  terms  as  advantageous  at  can  be  had  elsewhere. 

Thev  refer  to — 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 
road, Salem.  Mass. 
A.  T.  Peirce,  Esq.,  C»r  Bulkier,  Norwich,  Conn.  . 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  Weiherell,  Car  Builder.  '^ 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass 
*  ~        or,  GEO.  W.  PRESCOTT,  Sup't.   " 

Otis,  Mass. 
November.  12,  1962.  ly 


The  Cambria  Iron  Company, 

OKGAMZt:.l>  under  the  la»>  ui  P«:i.uf>lv4»uia, 
win  a  capital  ol  JI,00O,lKK),  propose  .nibaik- 
e  manufacture  ol  Raiiioao  lion,  at  JoAnt- 
enusyivania.  The  location  they  have  s«- 
"eis  adv«niages  supeiior,  it  i*  conhdently 
to  any  othei  in  this  country.  Iron  Ores, 
semi-bikumiuous  Coal,  Lilnc^toDe.  and  nrai ly  eve.y 
article  required  lor  the  manulactuie  ol  Iron,  exist, 
in  iuexpausiible  quantities,  on  the  ^pul ;  and  these 
deposits  are  now  worked,  and  the  minerals  deliv- 
ered, cieaper  than  at  any  other  known  point  now 
occupied  for  the  mauuiacture  of  Iron.  The  Penn* 
svlvnnia  Canal  and  Central  Railroad  pass  through 
(he  property,  and  cr(«s  each  other  at  the  (>pot  where 
the  miaeral  veins  arc  most  thoroughly  o|>ened  out ; 
and  which  location,  for  its  other  aovaniages  for  la- 
cility u|  manufaciurirg,  and  vicinity  to  a  populous 
borougb,  has  been  selected  tor  the  e>iali|uhaieut  of 
Railroad  Iron  Works,  and  lor  the  erection  ot  other 
Blast  furnaces,  in  addition  to  those  now  in  opera- 
tion.    I 

The  attention  of  capitalists  disposed  to  enabark 
in  an  enterprise  which  offers  a  remunerating  pro6t, 
even  op  the  low  prices  ol  iiou  cuirrnt  beiore  the 
rise  ot  ihe  last  six  muDibs,  and  which  promises  lo 
be  very  lucrative  while  anything  like  present  rates 
pierail,  and  also  ot  Railroad  Companies  desirous 
ot  making  arrangements  lor  Iron  Rails  to  be  deliv- 
ered inj  1853,  IS  called  to  this  enterprise. 

Out  I  of  the  capital  named  above,  the  sum  ot. 
ft3(3O,O0O  has  been  devoted  to  the  purchase  ot  at>out 
30,000  jacres  of  land,  upon  which  there  are  six  blast 
lurnac^s,  which  cost,  including  the  personal  prop- 
erty accompany  them,  i^35O,0U0.  Three  ot  ihe^e 
turnac^s  are  now  in  successiul  operation,  and  by 
next  spring,  with  an  outlay  of  about  S6  OOU,  the 
other  tnree  can  go  into  blast;  and  at  the  present 
price  off  pig  iron,  these  six  charcoal  furnaces  would 
realisej  a  net  pro&t  of  six  per  cent  oo  §1,000,000 
capitai 

The; company  contemplate  erecting  four  more 
blast  t^rnaces,  tor  smelling  with  coke  the  iron  ores 
at  Johistown,  and  also  works  lor  manutacturing 
railroap  iron,    'lo  do  this,  they  will  require  sub- 
scriptions in  all  to  the  amount  of  S600,0u0,  atid  to 
carry  on  mo%l  protitcibl}'  the  mauulacture  and  dis- 
posal of  rails,  the  whole  chartered  capital  should 
t>e   raised.     Subscription    lists,    proviuing  that  no 
subscription  shall  be  binding  unle»s  bunajide  t.ub- 
scribeijs  for  the  amount  ot  i&tiOO.OOO  are  obtained 
by  the  ist  January  next,  and  nauiphleis  descriptive 
of  the  advantages  of  the  locality  and  estimates  of 
costs,  can  be  had  ot  the  undersigned. 
DD.  M.  WILSON,  Newark, 
EDWARD  F.  GRANT,  New  York, 
SAMUEL  H.  JONES,  Philadelphia, 
JOHN  HARTSHORN,  Boston, 
T.  F.  SECOR,  New  York, 
p.  S.  KING.  Johnstown, 
p.  SHOENBUQER,  Pittsburg, 
RHEY,  MATHEWS  &  CO.,  Pittsburg, 
or  at  tne  office  ot  the  Provl^io^al  Committee  at 
SIMEON  DRAPER'S,  46  Pinr  ac. 
The  subscriber  is  prepared  to  enter  into  cont.-acts 
to  delikrer  RAILROAD  IRON  to  Companies  re- 
quirin4  it  in  1853. SIMEON  DRAPER. 

Iron. 

*2AA  ^°°'  Fishkill  Charcoal  Iron  for  sale  on 
^f\M\W  reasonable  terms,  also  trom  1000  to  5000 
tons  Fishkill  Hematite  Ore — delivered  at  Poagh- 
keepsit  or  New  York.  Samples  of  the  ore  may  be 
seen  al  the  store  of  Messrs.  Hoffman,  Bailey  &.  Co., 
No.  62|  Water  st..  New  York.  Enquire  by  letter  to 
NORMAN  M.  FINLAY, 
Poughkeepsie,  Dutchess  county,  N.  Y. 
Joly^  10, 1851. 


Kaiiroad  Iron. 

^rVVl  TONS,  weighing  a ^out  65  Ibe.  per  yard 
*J\J\J\J  now  on  the  way  from  Great  Britain  tc 
New  Orleans,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  dk  CO., 

No.  61  New  aueec 
December  4, 1862.  4t 


A.  Whitney  &  Son, 

^      PHILADELi^HIA,  PA., 

MAIfUFACTURERS  of  Chilled  Railroad  Wheel, 
fc^r  Cars  and  Locnmutives.  Also  fumi-h  Wheels 
tilled  (Complete  on  best  English  and  American  Rolled 
and  Aikierican  Hammered  Axles.  31  if 


Fire  Brici^s. 

SCOTCH  Patent— for  aa-e  m  lou  tr.  suit  purcha*> 
er^  by  Q.  O.  ROBERTSON, 

135  Water  street,  corner  of  Pine. 
November  19, 186^  n«w  Yotk. 
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AMBHICAH    RAILROAD    JOURIIAL. 


a" 


>  of  New  York. 
'ofCalifornia, 


O  ilie  uiiUeisiiKUtd,  will  be  received  at  tllll^bu- 
ruugh,  Ui^hlaud  cuuniy,  Ohiu,  until  tbe  Isi  day  ui 
February  next,  »i  iiduu. 

For  ilie  Graduatiuii  and  Masonry  ol  the  Middle 
OiviaiuD  ol  (he  CiucinDati,  HilUboruugh  and  I'ark- 
er&bugh  Railway,  exieudiug  iruiu  U>ll!>buruu^b, 
Higlilaod  county,  to  a  point  near  Jackson,  Jackson 
cuuiuy,  Ohiu,  about  5li  miles. 

The  line  will  be  ready  lor  examination  early  in 
January,  and  Profiles  and  iSpei'ificatiuns  ot  the 
work  will  be  exhibited  at  the  Euginter's  ulhce,  in 
tlilUboiough,  lur  one  week  prior  to  the  Isi  day  ol 
Febiuary. 

This  Railway  forms  the  recognized  continuation 
acioss  Ohio,  ol  the  Bdltiinore  ana  Onto,  audMorib 
Weateru  Virginia  Railways,  and  being  located  a» 
a  kink,  in  the  great  inruugh  line  Detwceu  Baltimore 
auLi  Si  Liuuis,  will  be  tuund  m  evciy  way  woithy 
ot  the  attention  ot  able  and  euterpribiug  cuutraci- 
ors. 

The  remainder  of  the  line  to  the  Ohio  river  will 
be  ready  lor  contract  about  the  Ui  day  of  May 
next.  JAMliS  M.  TRIMBLE,  President. 

Elwood  Morris,  Chiet  Engineer. 


Vuicauo  i^uartz   Mining^  Co.j     To  Uaiiroad  Contractors. 

VOLCANOVlLLt:,  KL  DOHIOO  COUNTS, 

V         -  CALIFORNIA. 

BOOKS  for  subsci  ipiion  to  tflS  000  of  the  stock 
vi  iiiis  company  an  now  upi-n  at  the  othce  ol 
Ihc  company,  Irt  Bkoadway,  New  York. 

Thj  ui.coiuinoiilv  ricli  claims  of  this  company 
hold  out  iuducein<*uis,  U>  those  who  are  disposed  to 
invest  capital  in  quanz  mining  in  Caliloinia,  not 
suipa^seu,  if,  indeed,  c^M<u<f(/,  by  those  of  any  other 
company  ii  thai  siale. 

Tne  extraordinary  richness  of  our  quartz,  as  was 
witnessed  by  thousands  at  the  late  J-'uir  of  tke  Am- 
erican InslUute,  mKl  the  extent  qt  our  claims,  toge- 
ther wiiu  the  peculiarly  tavorahje  location  lor  econ- 
omical working  upon  a  large  scale,  will  ensure 
the  nu)st  ample  and  sutisfaclortf  returns  upon  the  in- 
vestment. 

It  IS  Well  understood  by  practical  men  that,  with 
machinery  woiUing  t  went  if  Ions  ot  quartz,  paying 
two  cents  per  lb.,  laigc  pri<nts  will  be  realizeil  upon 
eacu  ddy'a  woik.  Ic  la  ihc  inieuiion  ot  the  compa- 
ny lo  oltiain  machinery  suthcieul  to  work  Ji/ly  ions 
per  day,  and  to  wuiK  it  in  ttie  most  economical 
manner,  by  which  they  leel  conbdent  of  being  able, 
from  their  stock  which  will  yield  Irom  two  cvnis  to 
iwcntii  dollars  to  the  lb.,  to  make  returns  to  their 
sbdrtholders  which  will  not  only  saiisly,  but  sur- 
prise tbeia. 

It  will  be  seen,  by  reading  the  pamphlet,  con- 
taining the  c/iarlc,  the  laws  of  Calilornia,  and  tbe 
details  ot  our  plans  ol  operation, jtbat  our  estimates 
are  based  upon  tiou  cents  per  Ib.,^  and  the  expenses 
ot  working  the  mill  are  but,  at  present  Mgk  prices 
for  labor,  while  it  is  well  known  to  all  wno  redeci 
upon  the  matter  that,  as  the  cost  oi  labor  shall  be 
reduced,  the  income  will  be  materially  enhanced. 

It  we  woik  40  Ions  per  day,  and  yei  two  cents  per 
lb.,  it  will  yield  S'<i,  while  three,  four,  or  five  cents 
per  lb..  Would  give  a  proportionate  increase  ot  re- 
ceipts, the  expenses  of  working  the  mill  would  nut 
be  increased  a  dollar,  and  will  be  less  than  $470  a 

day. 

Subscriptions  can  be  made  by  mail,  enclosing, 
ten  per  cent  on  the  amount,  of  the  balance,  twenty 
per  cent  to  be  paid  on  the  "iDih  of  Nov.  inst.,  and 
seventt/  per  cent  on  the  SOihday  of  December  next, 
when  certificales  of  stock  will  be  issued. 

Pamphlets,  containing  the  statute  of  Calilornia 
in  relation  to  corpoiations,  the  lules  and  regulations 
of  our  locality,  the  charier  and  by  laws  ot  ibe  Co., 
together  with  much  other  inteiesting  and  useful 
mane;,  including  a  map  of  a  portion  of  the  nonh- 
trn  mining  regions  may  be  bad  gratis  at  the  office 
ot  the  company.  No.  7»  Broadway,  or  by  mail  on 
application,  (postage  paid.) 

TaOSTEKS  OR  DIRECTlORa. 


j$200,000 


Notice  to  Contractors. 


^BuoLj^tJS^ 


NICHOLAS  DEAN, 
ROBEll  I-  M.  S  i  RA TTON. 
NATHANIEL  CONKLINQ, 
D.  K.  MINOR, 
JOB  3.  HEARN, 
SUMNER  WHITNEY,  ^ 

BENJAMIN  C.  DONNELLAN, 
JAMES  CLOWDoLEV 
JAMES  ALLEN, 

D.  K.  MINOR,  President, 
James  Clowdslkt,  Vice  President 

NICHOLAS  Dban,  Treasurer. 

Nathaniei>  Conkl.no,  Secretary. 

New  Yorit,  Oct.  'Zb   185-2. 

To  Railroad  Co^s,  Liocomotive 
Builders  and  Knglueers. 

TjlE  imdersi^fned  having  taken  he  Agency  of  Ash- 
croft's  Steam  Gauge,  would  rccoinnieiid  their 
adoDtion  by  tU<>8e  interested.  They  have  bet^n  ext»-ii- 
sivpJv  us'-d  on  iiailronds,  Steamers  and  Stationary 
Boi  ers  wh.TC,  f'om  their  accuracy,  simplicity,  and 
non  liability  to  derangement,  they  have  giv.n  perieci 
Mtisfacii-.n  In  f*ct,  for  Locomo.ivea,  they  are  the 
only  rcliatU  Gauge  Jj'^'rr'w.toPKLAND. 
'^insulting  Engineer,  64  Broadway. 
hve.  ?«.  1^''      v»* 

iiudley  »i.  ruller  dt  Co., 

IRON    COMMISSION    MERCHANTS, 
Wo.  139  GREENWICH  STREET, 
MEW  YOIIK. 


Aiicg/iuiiy   Vaitey  Huufoua  Ltttings. 

SEALED  Pioposals  will  be  received  at  the  Com- 
pany's Office,  in  Fourth  street,  Pittsburg,  until 
ihe  v!2  id  day  ot  Februaiy,  1853,  lor  doing  tne  Gra- 
ding, Masonry  and  Bridging  on  the  portion  ot  said 
road,  between  Piitsbuig  and  Kilianing,  Armstrong 
County,  a  distance  ol  42  miles.  Tiic  line  will  be 
divided  in:o  Sections  ot  about  one  mile  in  length, 
and  bids  may  be  made  tor  one  or  ciore  or  all  ol 
said  sections. 

Plans,  Pio&les  and  Specifications  will  be  ready 
lor  inspection  on  and  alter  the  tilth  day  of  Februa- 
ry. 

Proposals  will  be  received  for  the  Grading,  Ma- 
sonry and  bridging,  and  also  tor  the  superstructure, 
and  hnishing  said  42  miles,  complete,  (except  lur- 
nishing  iron.) 

Bids  will  be  received  and  considered,  for  the  en- 
tire work,  (except  lurnishiDg  iron,)  from  Pittsburg 
lo  the  New  York  State  line. 

Satislactory  references  will  be  required  from  bid- 
ders not  personally  known  to  the  Cumpany^. 

For  iuriher  information,  application  may  he 
made  pers«>nally,  or  by  letter,  to  Hon.  William  F. 
Johnston,  President  oi  the  Company,  or  to  George 
R.  Eichbaum,  Esq.,  Associate  Engineer,  oi  to  the 
subscriber, 

W.  MILNOR  ROBERTS,  Chief  Engineer. 

By  order  of  the  Board  ol  Managers. 

Office  of  tbe  Alleghany  Valley  Railroad  Compa- 
ny, Pittsburg,  December  20tb,  1852. 

LOW  MOOR  AXLES, 

A     SUPERI    R  Article  or  Railroad  \  arSj^suppjied 


SEVEN     PER    CENT. 

CONVERTIBLE      BONDS     Or 

tne  NEW  CASTLE  and  RICHMOND  RAIL- 
ROAD.—The  undersigned  ofler  lor  sale  TWO 
HUNDRED  SEVEN  PER  CENT  CONVER- 
TIBLE B^NDS  tor  iil.OOOeach,  of  the  NEW- 
CASTLE and  RICHMOND  RAILROAD  COM- 
PANY, with  Interest  Coupon*  attached,  payable 
semi-annually  atihe  office  ot  the  Ohio  L<le  Insu- 
rance and  Trust  Company,  in  New  Yoik.  The 
Bonds  aie  payable  at  ihe  same  place  in  tilteen  years 
and  are  conveitible  into  the  stock  of  the  company 
within  five  years. 

These  Bonds  are  secured  by  a  mortgage  execu- 
ted by  the  Company  to  Geoige  Carlisle,  ol  Cin- 
cinnati, and  Joseph  B.  Varnum  ot  New  York, 
Trustees  of  the  road  from  Richmond  in  Wayne 
County,  to  New-Castle  in  Henry  County,  includ- 
ing the  superstructure,  iion  rails,  depots,  tolls,  pri- 
vileses  and  franchipes  »»f  the  Company.  This 
mortgage  is  the  FIIIST  AND  ONLY  LIEN  upon 
Ibis  section  of  ihe  R^ad.  which  is  a  pan  ol  ihe 
great  Trunk  Railroad  irom  Cincinnati  to  Chicago. 

The  New-CaMie  and  Richmond  Railroad  extends 
from  Richmond  to  Logan^pott,  1U3  miles,  the 
whole  of  which  is  under  contract,  and  about  one 
thousand  hands  are  now  employed  on  the  road. 

The  total  amount  of  stock  sub.>crit)ed  upon  the 
whoh  road  is  S50t>,400.  The  sioi  k  applicable  to 
the  construction  ol  the  road  trom  Richmond  to  New 
Castle  is  $250,900. 

This  railroad  passes  through  the  most  fertile, 
populous  and  hignly  improved  part  of  Ohio  and 
Indiana^  and  it  must  become  the  great  route  for 
freight  and  travel  between  Cincinnati  and  Chicago 
and  the  Northwest. 

The  local  bu>iness  alone  would  be  sufficient  to 
make  the  road  profitable.  The  counties  ol  Indiana 
ihiousih  which  it  runs  produce  annually  more  than 
*wo  millions  ot  bushels  of  wheat,  five  millions  of 
bushels  ot  corn,  one  hundred  and  fiiiy  thousand 
hogs,  and  fifteen  thousand  cattle,  a  lar^e  part  of 
which  must  be  transported  to  market  on  this  road. 

The  iron  rails  lor  more  than  fifty  miles  ol  the 
road  have  been  purchased.  Ten  mites  of  the  road, 
from  Richmond  to  Washington,  will  be  completed 
and  In  operation  in  November  next,  which  wiL 
make  a  continuous  riiilroad  of  about  70  miles  from 
Cincinnati,  by  way  of  Hamilton,  Eaton  and  Rich- 
mond. 

The  holders  of  the  bonds  will  have  for  ther  secu- 
rity the  obligations  of  the  company,  with  subscrip- 
lions  of  stock  to  the  amount  of  more  than  halt'  a 
million  ot  dollars,  and  a  mortgage  upon  the  road 
from  Richmond  to  New  Castle,  with  the  iron  rails, 
superstructure,  tolls  and  franchises  of  the  company. 

CARPENTER  &VEKMILYE,  44  Wall-st. 
CAMMANN  WHI'^EHCUSEA.Co.  ."ifi  Wall-it. 


by  the  Manufactureru'  Agent 
L^NG  


WM.  BAILEV 
,  9  Libel ly  Square,  Boston,  and  ;j4  Broadway, 
New  Y<»rk. 

CAUTION. 

RAILROAD  CorapdDits,  and  the  public  gr>nerally 
are  hereby  cautioned  a^mst  purchxsing  Rich- 
ardson 8  Patent  Oil  Cups,  or  iherigot  to  use  tne  same, 
except  of  the  undersigned.  Proprietor  of  the  Patent, 
or  ot  some  one  acting  under  his  authority.  Commu- 
nications addieseed  lo  him  at  Westminster,  Vt ,  will 
t)e  pr.  n^p'ly  attended  to.  E.  DeWOLF,  Jr. 
Oct.  2,  1852         ly* 


To  Civil  ICngineers  and 
feurveyors. 

A  CIVIL  ENGINEER  and  Surveyor  ol  ver\ 
great  experience  in  every  detail  of  loncatin^ 
designing  and  constructing  Public  Works,  especi 
•tlly  Railroads,  is  desirous  of  a  situation,  be  ha 
oeen  engaged  prac'.'.cally  ♦orthe  pasisixteen  years 
and  can  produce  the  most  satisfactory  testimonials 
Address  D.  F.  ca:?of  Geo.  Gilchrist. 
1  m-52  ^fi  Wasbiogtoa-st.  N.  V. 


Ktna  Safety  Fuse. 

rHIS  superior  article  for  ignitin£  the  charge  in  wet 
or  dry  blasting,  made  with  DUPONT'S  best  pow- 
der, is  kept  for  sale  at  the  office  and  depot  of 
REYNULiDS  it  BROTHER, 
^j'So.c  Munuf(Klurers,^i 

No.  85  Liberty  St.  ."  ••>;•••  - 

NEW  YORK. 
And  in  the  principal  cities  and  towns  in  the  U.  States. 
rt"  The  Premium    of  the  AMERICAN  INSTI- 
TUTE WPS  awarded  to  the  Etna  Safety  f<hue  at  the 
'ate  Fair  heldi  n  this  city. 

Gerard  Ualston, 

21  TOKEN  HOUSE  YARD.  LONDON, 
OFFcaa  HIS  sfBvirEs  for  the 

PURCHASE  AND  SALE  OF 

A31£KICAM    SECUIIITIES, 

COLLECTION  OF  DiVlDfcNDcS, 

DEBTS,  LEGACIES.  ETC., 
And  for  thu  Purchase  and  Inspection  of 

Railroad  Iron,   Cliairs,  or 

:  any  kind  of  Machinery. 

REFERENCES : 
Mesatrs  Palmer,  McKillop,  Dent  A,  Co.,  London. 

"        George  Pea^^dv  di  Co,  London. 

"        Curiis,  Bouve  &  Co,  Boston. 
Richard  Irvin,  Efq.,  ^ew  York.  '.j  .»• ' 

Robert  Ralsion,  Esq  ,  Philidelphia, 
C.  C.  JamiesoD.  Esq.,  Baliimore.  39 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 


HENRY  V.  POOR,  Edit 


or. 
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^^™^^^^—^^^—— ^— ^^■ii^»^^^^^  meats  ;  (he  general  governmcnl  never  claiming  If 
PlilNCIPAl.    CONTENTS.  jexercise,  if  it  possesses,  this  power,  wiiich  iJ  gen 

Railroad  Properly  in  the  United  States.' 65!"*"^  '^'"•^'^-    ^'  ^"  °'"'^*'"'^'y  '"^^'  *  ^^^""  '"''^ 
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Illinois  and  Michigan  Canal G9inuniber  of  States,  there  are  what  are  termed  '  Gin.- 


Catawissa,  Williamsport  and  Erie  Railroad. 

Boston  and  Worcester  Railroad 74 

Finances  of  New  York 71 

Union  and  Fort  Wayne  Railroad 71 

Railroads  in  Illinois .72 
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State  Policy  of  Illinois 74 

Hamilton  and  Eaton  Railroad 77 

Cincinnati  and  Chicago  Railroad 77 

Akron  Branch  Railroad 78 


6S  eral  Railroad  Laics,"  which  provide  for  the  ofgan- 
izatiou  of  railroad  companies,  and  the  construction 
of  railroads,  without  application  to  the  Legislaiiue. 
In  either  case,  there  is  little  difference  in  the  priv- 
ileges conterred ;  the  object  of  the  General  Laws 
being  to  save  the  necessity  of  application  to  the 
Legislature  in  each  particular  case,  and  to  place 
all  companies  on  an  equal  footing. 

A  charter  fur  a  railroad  necessarily  carries  with 
it  all  the  powers  essential  to  the  construction  of  a 
road,  the  company  is  a  unit  as  far  as  its  legal  fela- 
tions  are   concerned.      Its   property   occupies  the 
same  relations  to  the  government,  as  does  that  of 
American    Railroad    Journal*  '***"  individual  citizen  ;  the  government,  in  the  for- 
— ____  I  mer  case,  retaining  only  such  control  over  the  corn- 
Saturday,  January  89,  1853.  panics,  as  is  Becessary  to  provide  for  the  safety, 

— and  protect  the  rights  of  the  community  End  the 

Considerations  aildressed  to  Foreigner,  wlio  .stockholders.     It  has  no  (we  now  speak  of  all  the 

wl«ii  to  invest  in  Sccuritlei*  or  American  ie.   .     \  .1  .v    •  .  /     -.i.  .u 

Railroads.  States)  control  over  their  management  (with  the 

We  have  recently  received  numerous  applica-^-"^^^P''''"'**'*'^)>^'^'''^"<^*no''P'oP^">' ^">' ""^""^ 
lions  from  Europe,  from  parties  wishing  to  invest  ^^^"  ''  ^^^  °^^''  ^^^  conduct  or  property  of  the  in- 
in  their  stocks  and  securities,  for  inlormaiion  re-  i^'vidual  citizen,  which  can  only  be  taken  in  an 
specting  our  railroads,  the  rights  secured  to  com-  imuiinent  necessity,  such  as  war,  and  then  only  by 
panics  by  their  charters,  the  relation  they  sustain, "^^^'"S  f"'^ '^°'"P'^°*^''°°' ;  1  I 

to  the  governments  and  laws  of  the  several  States,  The  special  charters  frequently  designate  the 
in  fine,  for  all  such  information  as  would  enable  a  leading  points  on  the  route.  A  few  of  those  first 
person  in  England  or  Germany,  to  form  a  correct  granted  in  several  States  limited  the  dividend  to  10 
idea  as  to  the  value  of  our  roads,  as  investments  of  per  cent  per  annum,  and  their  legal  existence  to  a 
capital.  The  low  rates,  and  the  difficulty  of  find-  certain  period.  But  as  a  general  rule,  both  special 
ing  employment  for  money,  in  England  particular-  and  general  charters  are  perpetual  in  their  dura- 
ly,  has  turned  the  attention  of  capitalists  to  this  tion,  and  are  unrestricted  in  their  dividends, 
country,  and  should  the  favorable  opinion  now  en-!  ^"  accordance  with  the  tendency  in  this  country 
tertained  of  our  railroads  be  confirmed,  a  large, *-0  general,  instead  of  special  legislation,  and  to 
amount  of  capital  would  at  once  flow  hither  lor  in- 1  provide  an  uniform  mode  for  the  organization 
vestments,  not  only  in  their  securities,  but  stock;  j of  companies,  which  have  the  same  general  char- 
and  we  are  happy  to  take  this  opportunity  and  acteristics  and  objects,  many  of  our  leading  States 


mode  of  replying  to  the  queries  addressed  us,  in 
tending  to  convey  an  entirely  correct  idea  ot  the 
legal  relations  sustained  by  our  companies,  and 
hoping  to  present  a  view  of  the  objects,  uses,  and 
probable  value  of  our  roads,  that  will  be  suflicient- 
ly  understood. 

It  is  probably  pretty  well  understood,  even  in 
Europe,  that  all  the  charters  ol  railroads  in  this 


have  enacted  such  general  laws,  authorising  the 
construction  and  providing  for  the  management  of 
railroads.  New  York  was  the  first  to  take  this  im- 
portant step  in  liberal  legislation,  and  the  leading 
features  of  her  law  have  been  copied  by  the  other 
States  which  have  followed  her  example.  This 
law  provides  that  any  number  or  company  of  her 
citizens  may  associate  themselves  for  building  a 


railioitd,  and  upon  siil>criliingiit  the  lateol  SlOOO, 
and  :he  payment  of  $100,  per  mile  for  the  length 
of  tl  e  road,  into  tlie  tfeasury  of  the  company,  and 
on  fi  irg  in  the  office  ofihe  Secretary  ol  State  the  ar- 
'iries  of  the  association,  which  Jct  out  its  objects, 
the  loute.  the  title  of  the  company  and  the  capital 
stoc  r  pr(<p<;)sed  to  be  raii^eJ,  the  Secretary  ul  State, 
as  a  matter  of  course,  issues  a  charter,  conlerring 
lega  authority  to  carry  out  the  ubjec's  of  such  as- 
soci  ition.  Under  thi^  authority  the  company  may 
proceed  to  the  ccnsituctitm  o(  the  n»ad,  and  do 
evci)  necessary  act  fi»r  this  purpose.  Such  com- 
pan /  may  build  their  road  when  and  where  they 
choice,  and  parallel  %o  those  alieaily  in  operation, 
whether  constructed  under  a  gentrah  or  special, 
charter,  may  bi»rrow  whatever  money,  and  upon 
sucl  rates  of  interest,  and  upon  such  time,  and  de- 
clar ;  such  dividends>jas  it  may  deem  proper.  The 
law  entirely  ignores  the  expediency  of  protecting 
rights  which  are  based  on  priority  in  point  of  time, 
but  Ihrows  open  the  construction  of  railroads  to  the 
competition  of  the  public,  and  makes  this  right  the 
couapon  privilege  of  all,  as  is  the  building  ot  ships, 
steamboats,  or  manufacturing  establishments. 

Taere  can  be  no  doubt  whatever  that  the  public 
inte  -esis  are  immensely  benefitted  by  gaural  laws. 
Inst  :ad  of  stimulating  the  building  ol  railroads  be« 
yon(  [  the  wants  of  the  community,  they  only  pro- 
moi!  their  healthy  pi  ogress.  When  the  right  to 
buili  a  railroad  always  exists,  and  can  be  ex^cised 
as  V  ell  at  one  time  as  at  another,  and  when  no  ad- 
van  ages  are  forleited  by  delays,  parlies  will  take 
a  suitable  lime  for  jreflection  before  they  act — 
Wh;re,  too,  every  road  is  exposed  to  the  liability 
of  h  tving  a  parallel  rival  road  upon  its  immediate 
rout?,  those  consirucling  it  will  be  very  certain  to 
aval  themselves  of  the  sfongeslof  all  monopolies, 
and  which  is  secured  by  adopting  the  best  and 
ch€aocst\i)\i\.c.  Men  do  not  go  into  ship  building 
unhss  with  a  good  prospect  of  making  money, 
whi  ;h  cannot  be  the  case  provided  the  ships  already 
built  have  sufficient  capacity,  and  are  sufficient- 
ly a  iapted  to  the  business  lor  which  they  were  con- 
stru:ted.  So  with  railroad  construction  in  New 
Yorf.  If  an  existing  road  meets  the  wants  ol  the 
country  traversed,  there  is  little  disposition,  or  dan- 
ger, that  a  rival  will  be  constructed  ;  and  to  ward 
off  such  danger,  it  is  necessary  that  such  road 
should  be  well  built  and  well  managed.  We  have 
therefore  the  constant  and  immediate  corrective  01 
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public  o])iiiioij  lur  any  abuse  ur  iiu»iiiaiia>jeiueiii  of 
railroads,  and  such  public  retains,  as  a  iDalter  of 
commut>  right,  the  power  to  apply  ibis  corrective, 
lu  the  shajie  of  a  new  road. 

In  the  Slates  where  general  laws  exist,  which 
are  New  York,  Ohio,  Indiana,  Illinois,  and,  we  be- 
lieve, Wisconiin,  special  charters  are  forbidden. 
In  these  States,  from  the  recent  enactment  of  such 
laws,  most  ol  the  companies  in  operation  and  pro- 
gress have  been  built  under  the  forn^r.  In  the  other 
States,  special  charters  are  usually'granted  on  ap- 
plication, as  a  matter  of  course ;  so  that,  practical- 
ly, similar  results  are  secured,  as  under  general 
laws.  There  can  be  no  doubt,  however,  that  all 
the  States  will  speedily  ailupt  such  laws.  In  none 
is  a  retroactive  effect  given  to  the  general  laws,  but 
their  provisioiis  are  applicable  to  old  companief,  ex- 
cept where  they  are  incompatible  with  the  rights 
specially  secured.  I  { 

As  already  stated,  the  several  State  governments 
possess  no  more  authority  or  power  over  the  con- 
duct or  property  of  railroad  companies,  than  over 
thojC  ol  the  individual  citizen.  The  rights  of  the 
former  are  the- rights  that  every  community  pos- 
sesses, to  protect  the  persons  and  property  of  citi- 
zens of  which  it  is  composed.  Wilh  the  manage- 
ment and  disposition  of  this  property,  so  that  no  in 
Jury  results  thereby,  these  governments  have  noth- 
ing to  do,  and  can  only  take  and  use  such  property 
under  the  plea. of  imminent  necessity,  and  then  on- 
ly by  returning  an  equivalent  value. 

The  stocks  and  bonds  of  railroads  are  regarded 
as  perianal  property,  and  as  a  general  rule  are  sub- 
ject to  tajaiion,  like  other  personal  property  in  the 
havds  of  tlieir  owner.  The  franchise  ol  a  railroad, 
its  road  btd,  right  of  way,  rails,  equipment;  etc., 
etc.,  are  not  subject  to  taxation  in  any  shape. 
The  reason  is  obvious.  A  road  constructed  un- 
der one  charter  may  run  through  a  number  of 
counties,  and  States  even,  and  it  would  of  course 
be  impos:.ible  to  estimate  the  value  ot  the  different 
portions  of  it  lying  in  such  counti&S,  or  States,  and 
the  amount  of  rolling  stock  belonging  to  each. 
But  where  companies  own  a  large  amount  of  real 
estate,  which  is  used  lor  a  depot,  and  the  value  of 
which  is  not  effected  by,  or  dependent  upon  the 
road,  such  real  estate  is  taxed  in  the  cities  or  coun- 
ties in  which  it  is  situated.  Were  not  such  pi-o- 
perty  subject  to  taxation,  it  is  easy  to  see  that  ex- 
traordinary privileges  would  be  granted  to  railroad 
companies,  and  that  they  might  become  a  cover  to 
shieU  from  taxation  largeamountsof  property,  not 
wanted  by  them,  and  belonging  (in  fact  to  other 
parlies.  The  shares  and  bonds,  and  the  real  estate 
of  the  company,  which  would  be  productive  with- 
out the  road,  may  be  made  the  subject  of  taxation. 
But  the  shares  can  only  be  taxed  to  the  holder. 
Consequenilv  they  are  not  taxable  in  this  country, 
when  Iteld  abroad.  i 

In  England,  the  railroad  companies  are  subject 
to  many  onorous  burdens,  in  the  shape  ot  local 

taxes,  one  of  which,  it  we  mistake  not,  are  the 
pcor  rates  of  the  parishes  traversed,  by  them.  In 
the  United  States,  ail  money  nec^sary  to  support 
government,  as  well  as  to  provide  for  the  support 
of  the  poor,  is  raised  in  a  gross  sum,  from  taxes 
uniformly  assessed,  and  the  proceeds  applied  to 
\.\iiu  specific  oljects.  The  foreigner,  therefore,  in 
purchasing  our  railroad  securities,  has  a  property 
of  which  government  cannot  dispossess  him,  (with 
the  exception  slated,  which,  as  far  as  railroads  are 
concerned,  has  never  been  exercised,  and  can  be 
only  in  the  case  of  war,  which  may,  under  certain 


circumstances,  suspend  all  the  civil  rights  oi  Us  some  arc  sccu.ed  by  a  mortgage  upon  the  pro- 
citizens,  and  then  only  by  making  a  lull  equiva-  perty  of  the  companie'<  by  whom  they  are  issued, 
lent,)  cannot  interfere  with  its  management  any :  while  others  are  not  so  secured,  but  are  only  prom- 
more  than  with  the  property  of  every  citizen,  and  ises  for  the  payment  of  money.  These  bonds  are 
one  that  is  exempt,  in  his  hands,  from  local  taxa-iagain  divided  into  two  classes,  designated  as  eon- 
tion.    As  lar  as  his  legal i\^'n\'i  are  concerned,  he i rcz-^iii?,  and  uioconvertible ;  the  former  carrying  the 
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is  perfectly  protected,  and  stands  in  a  more  favora- 
ble position  even  than  our  own  citizens,  who  may 
be  taxed  for  their  securities  as  so  much  personal 
property. 

Alter  a  railroad  is  constructed,  the  company  can- 
not be  dissolved,  without  5/>eciaZ authority  from  the 
Legislature  for  such  act.  We  are  not  aware  of  any 
such  dissolution  of  a  railroad  company  in  thi^ 
country.  It  would  be  authorised  only  lor  the  most 
urgent  and  satisfactory  reasons.  In  such  an  event, 
the. property  ol  the  company  would  be  distributed 
pro  rata  among  the  stockholders. 

TKe  directors  are  simply  the  agents  of  the  com- 
pany, appoinlable  and  removable  at  will  ot,  or  ac- 
cording to  certain  prescribed  rules  established  by, 
the  stockholders.  Like  all  agents,  they  bind  their 
principals  only  when  acting  within  the  scope  ol 
their  appropriate  duties.  Should  they  be  guilty  ot 
any  misfeasance,  they  may  be  removed,  or  re- 
strained by  the  court.s  of  law.  For  instance : 
should  the  directors  of  a  road,  or  should  the  com- 
pany itself,  attempt  to  declare  a  dividend  upon  its 
stock,  irom  monies  required  to  meet  the  obligations 
of  the  company,  or  pay  tne  interest  upon  its  debts, 
it  would  be  competent  lor  a  court  of  equity  to  in- 
terfere, and  direct  such  application  to  be  made  ol 
the  earnings  of  the  road,  or  of  the  company's  pro- 
perty, as  to  protect  the  rights  of  all  the  parties. 

To  lake  stock  in  a  railroad,  is,  of  course,  to  as- 
sume the  risk  of  its  proper  management.  The  bal- 
ance only  of  the  earnings,  after  meeting  the  liabil- 
ities and  charges  upon  the  company,  go  to  the 
stockholders. 

It  is  customary  for  most  of  our  companies  to  bor- 
row money  for  a  portion  of  the  cost  of  their  roads 
by  sale  of  bonds  havingusually  from  lOtoSOyear* 
to  run.  Thes**  bonds  are  generally  secured  by  a 
mortgage  ot  the  road  and  all  the  property  of  the 
company  making  it.  Until  breach  ol  condition  ol 
the  mortgage,  the  control  of  the  road  remains  in  the 
hands  of  the  company.  Both  in  the  case  of  mort- 
gage twnds,  and  those  not  secured  by  mortgage,  the 
Courts  of  equity  of  the  several  States  or  in  case  ol 
final  resort,  the  Supreme  Court  ol  the  United  Slates 
would  compel  the  companies  to  pay  the  interest 
accruing  on  such  bonds,  before  paying  dividends, 
provided  such  dividends  would  absorb  what  might 
be  necessary  for  the  payment  of  such  interest;  and 
at  the  maturity  of  such  indebtedness,  it  would  com- 
pel companies  to  appropriate  all  their  property  in 
paymeot. 

In  case  ol  mortgage  bonds  upon  breach  of  condi- 
tion of  the  mortgage,  the  mortgagees  become  vested 
with,  and  may  be  placed  in  possession  of  all  the 
rights  of  the  mortgagors.  The  Vermont  Central 
railroad,  one  of  ihe  largest  corporations  in  the  U. 
S.,  IS  at  the  present  time  under  the  control  of,  and 
is  managed  by,  the  trustees  named  in  their  mort- 
gage bonds,  for  the  benefit  of  their  holders.  The 
relations  of  the  mortgagees  and  mortgagors  of 
pro^jerty  is  well  established,  and  the  right  to  apply 
the  well  known  principles  of  law  to  the  relations 
sustained  by  the  parties  to  the  mortgage  ol  a  rail- 
road, is  one  of  the  powers  incident  to  every  Court 
of  equity  in  the  United  Slates. 

The  bonds  issued  by  our  roads  have  the  same 
general  features ;  differing  chiefly  in  the  fact  that. 


right  to  be  changed  into  stock  at  the  option  of  the 
holder,  which  privilege  is  regarded  as  adding  ma- 
terially to  their  value,  as  most  of  the  stocks  of  west- 
ern roads,  go  to  a  premium  soon  after  their  open- 
ing. 

The  rights  of  creditors  as  they  are  defined  in  the 
iecnrities  they  hold,  are  fully  recognized  by  law, 
and  may  be  vindicated  in  case  of  any  violation  of 
them.  So  with  the  rights  of  the  stockholders  in  a 
company.  They  are  equally  under  protection  of 
law,  which  will  always  interpose  in  their  behalf  in 
case  of  any  violation  of  the  terms  of  subscription. 
Having  thus  taken  a  brief  view  of  the  securities 
of  our  railroads  in  their  /fo'aZ  relations,  the  next  point 
for  consideration  is  their  productiveness  as  invest- 
ments ot  capital,  for  this  after  all  is  the  most  im- 
portant fact  in  reference  to  them,  not  only  for  for- 
eigners, but  our  own  people,  to  know. 

To  understand  the  usefulness  and  value  of  our 
railroads  it  must  be  borne  in  mind,  that  by  far  the 
greater  part  of  our  people  and  a  much  greater  por- 
tion of  the  territory  of  the  United  States  is  devoted 
to  agriculture,  and  that  the  markets  for  its  products 
are  either  a  narrow  belt  of  country  lying  immedi- 
ately upon  the  sea  coast,  and  extending  north,  from 
Baltimore,  or  in  Europe ;  and  that  consequently, 
the  whole  surplus  product  of  the  interior  has  to  be 
sent  to  the  sea  coast.  We  have  no  interior  markets, 
which  can  only  be  supplied  by  the  existence  of 
large  manufactories,  or  commercial  cities  or  com- 
munities. The  surplus  of  the  Southern  States  is 
cotton ;  in  the  Northern  Stales,  corn,  wheat,  and 
domestic  animals.  All  these  articles  must  be  sent 
from  50  to  1,000  miles  to  market,  as  the  case  may 
be;  and  where  the  production  is  so  enormous  as  it 
is  in  this  country,  it  is  easy  to  see  that  an  immense 
traffic  must  be  thrown  upon  all  the  avenues  con- 
necting the  interior  with  the  sea  coast. 

From  tne  difficulty  of  constructing  good  earth 
roads,  the  economic  limit  to  transportation,  is  cjn- 
uoed  upon  such,  to  a  ccmparatively  few  miles,  de- 
pending of  course  upon  the  kind  ol  freight  and  char- 
acter of  the  roads.  Upon  the  average  of  such  ways, 
the  cost  of  transportation  is  not  far  from  15  cents 
per  ton  per  mile,  which  may  be  considered  as  a  suf- 
ficiently correct  estimate  for  the  whole  country. — 
Estimating  at  the  same  time  the  value  of  wheat  at 
SI  'SO  per  bushel,  and  corn  at  75  cents,  and  that  33 
bushels  of  each  are  equal  to  a  ton,  the  value  of  the 
former  would  be  equal  to  its  cost  of  transportation 
for  330  miles,  and  the  latter,  165  miles.  At  these 
respective  distances  from  market,  neither  of  the 
above  articles  would  have  any  commercial  value, 
with  only  a  common  earth  road  as  an  avenue  to 
market. 

But  we  find  ihat  we  can  move  property  upon 
railroad  at  the  rate  of  1.5  cent,  per  ton  per  mile,  or 
for  one-tenth  the  cost  upon  the  ordinary  road. — 
These  works  therefore  extend  the  economic  limit 
ol  the  cost  of  transportation  of  the  above  articles  to 
3  300  and  1,G30  miles  respectively.  At  the  limit  ot 
the  economical  movement  of  these  articles  upon 
the  common  highway,  by  the  use  of  railroads,  wheat 
would  be  worth  S44  50,  and  corn  fi22  27  per  ton, 
which  sums  respectively  would  represent  the  actu- 
al increase  of  value  created  by  the  interposition  of 
such  a  work. 
The  following  table  will  show  the  amount  saved 
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per  ion,  by  transportation  oy  riiiliuad  over  itie  oi 
dinary  highways  of  the  country  : 

Statement  showing  the  value  of  a  ton  of  ichcai.  and 
one  of  corn,  at  given,  points  /rem  viarket,  as  effect- 
ed by  cost  of  transportation  by  railruoti,  and  over 
tke  ordinary  road. 

Transportation  Traasportation 
by  railroad,      by  ordinary 
.        -   '  highway. 

Wheat.  Corn.  Wheat.  Corn 

Value  at  market «;49  50  ft24  75  » 19  50  $24  75 

10  miles  Irom  market  49:^5    2160    48  00    23  25 
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The  above  table  is  chiefly  valuable  in  this  con- 
nection in  t.howin^  that,  from  want  of  domestic 
markets,  and  cost  of  transportation  from  ordinary 
roads,  the  whole  surplus  produi-ts  ol  the  inteiior 
must,ol  necessitv.be  thrown  upon  railroads,  which 
fact  sufficiently  guarantees  a  large  business  to 
them. 

There  is  no  other  country  in  the  world  where  an 
equal  amount  of  labor  produces  an  equal  bulk  o' 
freight  for  rai'road  transportation  One  reason  is 
that  the  great  mass  of  ou;  products  if  of  a  coaise, 
bulify  character,  of  veiy  low  comparative  value, 
and  consisting  chiefly  of  the  product*  ol  the  soil 
and  forre.st.  We  manufacture  very  few  high  priced 
goods,  labor  beinsr  more  profitably  employed  upon 
what  are  at  present  more  appropriate  objects  of  in- 
dustry. The  great  bulk  of  the  aiticles  carried  up- 
on railroads,  is  grains,  cotton,  sugar,  coal,  iron 
live  stock,  and  articles  of  a  similar  character.  The 
difference  between  the  value  of  a  pound  of  raw  and 
manufactured  cotton  is  measured  frequently  by 
dollars,  yet  both  may  pay  the  same  amount  ol 
freight.  Wheat,  corn,  cattle,  and  lumber,  all  pay 
a  very  large  sum  for  transportation  in  proportion 
to  their  values. 

Again,  for  the  want  of  domestic  markets,  the 
transportation  of  many  of  our  important  products 
involves  a  through  transpoitation.  Take,  for  in- 
stance, a  cotton  producing  state  like  Mississippi. 
Nearly  the  whole  industry  of  this  state  is  engaged 
in  the  cultivation  of  this  article.  Of  the  i;nmen*e 
amount  produced,  no  part  is  consumed  or  usod  with- 
in the  stale.  The  entire  staple  goes  abroad  ;  but  as 
the  aggregate  industry  of  the  people  are  confined  to 
the  production  of  one  staple,  it  follows  that  all  arti- 
cles entering  into  consumption  must  be  imported; 
so  thai  over  the  channels  through  which  the  cotton 
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ol  tnis  staic  is  seiU  lu  cnarkei.  uncqwal  luiuc,  oi  ton 
nage  must  be  imported,  as  the  case  may  be.  This 
necessity  both  of  an  inward  and  outward  move- 
ment,  equal  to  the  whi«le  bulk  of  asurplus  agricul- 
tural product,  is  peculiar  to  the  United  States,  am. 
is  one  of  the  reasons  of  the  large  receipts  of  oui 
roads.  While  this  is  the  case,  it  is  equally  trui 
that  newly  settled  sections  of  our  country  willofteri 
;*upply  a  larger  a  i.ount  of  traffic  than  an  older  one 
There  can  be  no  doubt  that  an  equal  amount 
of  labor  would  proi;uce  four  times  as  much 
corn  and  wheat  in  Illinois  as  in  Masiachu*etts; 
consfqucntiv,  a  man  living  in  the  lormer,  woulc 
contribute  four  times  as  much  bu^intss  to  a  railroao 
as  one  in  the  latter.  In  clearing  the  soil,  it  often 
happens  that  the  iran>portation  of  lumber  supplier 
a  larger  traffic  lor  two  or  three  years  than  agricul- 
lur.'l  products  for  an  equal  length  of  time. 

it  is,  therefore,  a  great  mistake  to  suppose  that 
because  a  country  is  new  it  cannot  yield  a  largi 
traffic  to  a  railroad.  In  the  southern  and  western 
stales  only  one  year  is  required  to  prepare  the  soil 
for  crops,  which  may  be  renewed,  the  same  in  kind, 
for  a  long  series  of  yt-ais.  The  amount  raised, and 
consequently  the  surplus,  is  much  larger  in  the 
more  recent  than  in  the  K-iigtr  settled  portions  oi 
the  country.  In  the  more  recent,  too — the  number 
of  inhabitants  being  the  same  in  both  cas'.'s — the 
amount  set't  to  distant  markets  is  greater  from  the 
fact  that  there  is  no  diversity  of  pursuits,  which  in 
older  communities  supply  from  a  limited  circle 
nearly  all  the  prime  necessaries  of  li!e  that  enter 
into  consumption.  In  newly  settled  districts,  al 
these  are  olien  impotted  from  distant  markets  Hta 
very  heavy  cost  of  lransporta;ion.  ! 

These  general  statements  and  illustrat'ons  will 
tend  to  show  the  impuitant  relations  that  railroads 
sustain  to  the  interests  of  the  countr}',  and  the  am- 
ple provision  which  already  exists  in  every  por- 
tion of  it  for  an  ample  and  remunerative  traffic. 

Of  the  amount  of  movement  of  produce  irom  the 
interior  outward,  we  have  accurate  returns,  am? 
(rom  one  only  of  the  cumerous  routes  thai  exist, 
ihr  New  York  canals.  Over  (his  route  there  reach- 
ed tide  water  during  the  season  of  najvigauun  of  a- 
bout  eight  mouths,  2  234  822  tons  valueJ  at  S^G, 
893,102,  and  there  Kit  tide  water  (or  the  interior 
over  the  same  route  52r527  tons  valued  at  SI  18  >"96 
443.  At  the  same  liim:  the  trade  of  the  canals  was 
subject  to  the  most  active  competition  from  paral 
lei  lines  of  railroad. 

The  influence  ol  railroads  in  increasing  the  va 
lue  ot  lands  and  real  property,  is  an  indirect  but 
striking  evidence  ol  the  immense  business  thrown r^^  ^  P*"' 
upon  them.  This  increase  of  value  is  no'  confined 
to  the  lands  embraced  in  the  immediate diMrict  tra- 
versed, but  extends  to  those  lying  hundreds  and 
thousands  of  miles  distant.  The  railroads  of  Ohio 
exert  as  much  ioflaenc-'  in  advancing  ihe  prices  ol 

real  property  in  the  city  i,f  New  York,  as  do  the 
roads  lying  within  the  state.  This  fact  will  show 
now  very  imperfect  every  'estimate  must  be.  But 
taking  only  the  farming  lands  ol  the  particulardis 
irici  traversed  by  a  railroad,  where  the  influence  of 
such  a  work  can  be  more  directly  seen,  there  is  no 
doubt  that  in  such  case  thi  increased  value  is  many 
times  greater  than  the  cost  of  the  road.  It  is  em- 
mated  by  the  intelligent  president  of  the  Nashville 
and  Chattanooga  railroad,  that  the  increased  value 


alone,  equal  to  aoout  live  times  its  cjst. 
true  of  the  Nashville   and  Chatunooga 

qually  so,  probablv  ot  the  average  of  roads 
through(^ui  the  countiy.  It  is  believed  that  theccn- 

of  the  three  thousand  miles  of  railroad  ol 

1  add  to  the  valut  of  the  landed  property 
iu  the  stjte  at  least  five  tines  the  cost  of  the  roads, 
assumini ;  this  to  be  StK)  000,000.  In  addition  to  the 
very  rap  d  advance  in  the  price  of  farming  landi, 
the  load;  of  Ohio  are  stimulating  the  growth  of  her 
cities  wib  extraordinary  rapidity,  so  that  there  is 
inucn  gn  ater  probability  that  the  above  estimate 
will  be  <  xceeded,  than  not  reached  by  the  actual 
tact.  We  are  not  left  to  estimate  in  this  matter. 
In  the  ca  ;c  of  the  state  of  Massachusetts,  what  is 
conjectur:  in  regard  to  the  new  states.has  with  her 
become  a  matter  ol  history.  The  valuation  of  that 
state  wen  up,  from  1840  to  1850,  from  S290  000,(00 
to  5580,0(10.000 — an  immense  increase,  and  by  lar 
he  greater  part  of  it  due  to  the  numerous  railroads 
-he  hascc  Dsiructed.  Thisiocrease  is*^  muchgreat- 
er  ratio  K  the  cost  of  her  roads,  than  has  been  esti- 
mated of  hose  of  Ohio. 

We  ha^e  considered  the  ctToctot  railroads  in  in- 
creasing ihe  value  of  property  in  reference  only  to 
lands  devjted  to  agriculture;  but  such  results  do 
not  by  an/ means  give    the  moit  forcible  illustra- 


ir  use.    An  acre  if  farming  land  can  at 


most  be  ii  ade  to  yield  but  t  small  annual  income. 

An  acre  of  coal  or  iron  lands,  on  the  other  hand, 
may  produce  a  thousand  i(Ad  more  -in  value  than 
the  formei.  These  deposits  nay  be  entirely  value- 
less withojta  railroad.  With  one,  every  tun  "if  ore 
ihev  contain  is  worth  one  iWu.  thiee  or  four  dollars, 
as  the  cas  I  maybe.  Take  lor  exampi*  the  coal 
fields  ol  Pi  nn^ylvania.  The  value  of  the  coal  sent 
yearly  fro!n  them,  in  all  the  agencies  it  is  called 
upon  to  perform:  is  beyond  all  calculation.  Ujioa 
thisarlick  are  based  our  mauuiacturing  estab.ish- 
nti.'nts,  ant  our  government  and  meichanl  steam- 
ships, representing  values  in  their  various  reiatidna 
and  ramifi  rations,  equal  to' thousands  ot  millions 
)fd('llars.  Without  coal  it  is  impossible  to  con- 
.:eive  the  spectacle  we  ^hould  have  presented  as  a 
people,  so  entirely  differenl  would  it  bsve  been 
from  our  present  condition.  Nei;h>?r  our  commer- 
cial nor  oiir  manufac'.uring,  nor  consequently  oar 
agricultursl  inteiebts,  could  have  borne  any  rela- 
tion wnate  er  to  their  present  enormous  magnitade. 
Yet  all  this  r>sult  has  been  achieved  by  a  few  rail* 
roads  a^d  canals  in  Pennsylvania,  which  have  net 
Cost  over  £  »0,000,000.  With  these  works,  coal  can 
into  the  New  York  market  tor  atout 
ton  ;  without  them,  it  could  not  have 
available  either  for  ordinary  fuel  or  as 
a  motive  p<  wer.  So  small,  comparatively,  are  the 
agencies  by  which  such  immense  results  have  been 
efiected,  th:  t  the  former  are  completely  lust  sight 
of  in  the  mignitude  of  the  latter. 

Ihe  foregoing  consideraiions  adduced  for  the 
purpose  of  >howing  that  a  larger  business  must  b« 
thrown  upoi  onfr  railroad,  from  the  peculiar  imius- 
trial  condition  of  our  people,  are  full)  susiainedbr 
the /oi^.  We  belive  that  the  whole  railroad  in- 
vestment in  the  United  States  is  al  the  present  time 
paying  over  seven  per  cent;  (we  now  speak  ol 
bonds  as  wc  II  as  stock  )  and  we  think  that  the  value 
of  this  kinl  of  property  is  steadily  improving. 
This  imprt  veme'nt  is  owing  to  the  rapid  de.tlop- 


be  brought 


been  made 


of  a  belt  Ol  land  fn  miles  wide,  lying  upon  each'  ment  of  our  resources,  which  is  constantly  supply* 
side  of  its  line,  is  eqaal  to  at  least  S7  50  per  acre,  iog  an  increased  traffic,  and  from  the  extraordinary 
or  £96,000  for  every  mile  ol  road,  which  will  cost  progress  of  dur  roads,  by  which  a  largely  increased 
only  about  5i>20,000  per  mile.  The  work  has  al-  business  is  collected  upon  those  already  in  opera- 
ready  created  a  value  in  its  influence  upon  real  tion.    Our    'oads  loo,  are  built  at  what  may  be 
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saia  lu  be  a  OTiJjmuOT  cuat,  ihai  is  ihry  are  built 
wiihthe  expriidjture  of  ihe  smallest  sum  necessar}' 
to  acc<)mpli*h  their  object.  Tliej  are  regarded  and 
treated  \iiirf\y  a"^  commercial  enterprises,  and  are 
built  upon  the  same  principles  as  that  upon  which 
ships  and  manufacturing  e.^-ublishmcnts  would  be 
constructed,  which  is  to  adopt  that  model  and  s'yle 
of  finish,  as  shall  best  adapt  them  l>)r  their  specific 
objects.  It  is  to  this  lact,  that  our  great  success  in 
this  line  is  owing,  the  whole  community  through 
which  a  road  runs,  from  the  richest  to  the  poorest  are 
the  stockholders,  and  all  are  interested  in  making 
it  good  property,  as  they  are  in  the  incidental  ad- 
vantages resulting  from  it,  to  some  of  which,  allu- 
sion has  alieady  been  mute. 

Railroads  for  the  reasons  given,  yield  not  only 
a  prifiiable  return  up  n  the  cost,  but  they  must  con 
tinue  to  do  so  lor  a  long  time  to  come,  they  are 
neces-ary  to  every  produc--  and  business  man  in  the 
country,  they  supply  ti;e  lack  of  domestic  markets 
by  opening  outlets  to  foreign  ones.  Th"  progress 
of  all  the  interests  of  the  couhtry  is  found  to  in- 
ciease  their  Lu-ine&s  in  an  tf,nal,  or  greater  ratio 
than  the  increased  co>t  of  the  management,  orMhe 
pn'gress  of  new  works  ;  an  1  the  relations  they  sus 
tain  to  the  whole  miss  of  the  people,  and  the  fact 
that  these  stocks  arc  nearly  as  well  distributed 
among  the  community  as  are  other  kimls  ol 
property^,  is  a  guarantee  lor  their  economical  and 
prudent  management,  the  popular  sentiment  act- 
ing as  an  etiicient  corrective  of  incompetence  or 
un  t  a  it  h  fulness. 

The  result  which  we  now  witness  in  the  United 
States,  which  is  without  a  parallel  in  the  world,  is 
a  full  and  ample  confiimaiiun  of  the  above  state- 
ments. Our  success  is  the  appropriate  result  cf 
adequate  causes,  which  have  been  already  detailed. 
We  have  now  over  13,000  imlesof  road  in  success- 
ful I'p'ration,  and  as  many  more  in  progress.  The 
amount  ex|wnded  upon  th(j>e  in  operation  cPniioi 
be  far  fiom  SWO  (KHi.l'OO.  This  vas;  sum  notonl> 
yields  a  rtmiiu»  raiing  revenue,  but  the  Moeks  ami 
bonds  repust-ntii  g  i',  proliably,  command  a  pre- 
mium in  our  marke's  upon  their  cost,  at  the  same 
lime  that  ibey  have  diiectly  added  lo  the  cayA  value 
ol  the  r«-al  and  peisonal  property  of  the  ctuniry  by 
a  sum  lour  times  greater  than  their  co>l.  This  in 
crea>ed  value  is  not  fictJspus  but  real.  Railroads. 
are  the  only  means  of  impaiting  value  to  remote 
and  isolated  districts.  They  are  the  instruments 
that  develop  our  real  strength,  and  we  grow  with 
their  growth. 

Tne  roads  engrossinif  the  chief  attention  of  the 
pubkic  at   the  present  time,  are   those  in  progress 
whi'^h    are   chicflv   in   the    soiithtrn   and  western 
siaifs.     The  roails  of  these  st'-tions  of  the  country 
consttiate  the  great  majority  of  those  that  come  in 
to  the  market  for  in>>n>  y,  the  older  pn  jecis  in  the 
east  having  already  iheir  want>  supplird.    The  for 
mer  promise  to  be  moie  productive  lora  long  time 
to  comf    than  iho^c  in   the  eastern   and  n(^rth^^n 
states,  from  the  fact  that  they  areconstiuc!^.!  at  less 
cost,  will  ^ave  an  equally  large  business  with  the 
majority  of,  and  adopi  the  same  rate  of  charges  as 
ate   in  use  en,  the  lormer.     Ii  will,  too,  require  a 
lung  time  to  supply  the  newtV  settled  portions  ot  the 
country  with   these  woks,  removing  for  an  equal 
lensth  of  time  danger  fioin  ompeiing  lines. 

The  amount  sought  to  be  borrowed  by  new  works 
averages  fr  m  5  to  SI 0,000'  per  mile,  the  cost  of 
•uch  u.alsmay  be  estimated  at  S"20  000  per  mile.  To 
pay  the  inle/esi  on  the  loans,  at  7  per  cent,  requires 
from  S350  to  3700;  or  $1,400  to  pay  the  same  per ' 
cent,  upon  the  entire  cost  of  the  road.    The  netj 


earnings  of  our  new  roads,  averages  annually  fioin 
2  to  $300  per  mile.  We  believe  our  Western  roads 
will  continue  to  earn  dividends  of  at  least  10  p'r 
cent.,  annually,  for  many  years  to  come,  A  sulli 
oienl  trathc  exists  to  yield  this  amount,  and  ue 
do  not  well  see  how  it  tan  be  reduced,  till  compe- 
tition shall  have  brought  down  the  rate  of  charges, 
anadivided  the  business,  of  our  roads,  which  can- 
not take  place  for  years  to  come. 

We  have  in  the  foregoing,  stated  in  general  terms, 
the  reasons  in  favor  of  the  value  of  our  railroad.^, 
as  investments  of  capital.  We  have  shown  the  ag- 
gregate invesiinent  to  be  a  productive  one.  We 
think  that  they  present  the  mo.si  attiactivc  fi.dd  in 
ttiis  country  lor  foreign  enterprise  andcajtital.  We 
tielieve  that  no  one  can  attentively  study  the  social 
and  industrial  condiiion  of  our  people,  or  thorough- 
ly inform  himself  as  to  the  capacity  ot  this  country 
for  va>t  production  and  the  great  variety  of  our 
products,  aiiti  the  consequent  necessity  lor  a  lar?e 
jQteiinal  commerce,  without  coming  to  a  similai 
conclusion,  independent  ol  all  confirmatory  facts  in 
the  dase. 

We  shall  lake  up  this  subject  again  in  future 
numbers  of  the  Journal. 
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'  LIADIMTV    FOR    HAD    WELDING. 

Who  is  liable  for  the  bad  welding  r)f  a  wheel 
tirelj 

This  question  is  suggested  by  th'.'  coroner's  late 
inquest  upon  the  body  of  the  engineer  killed  by  the 
recent  accident  at  Hairisburgin  England.  The  en- 
gine on  this  occasion  jumped,  separated  from  the 
irain  ami  crossed  over  to  the  field  side,  where  sht 
lell  sideways  diagsing  with  her  the  tender.  It  turn- 
ed out  that  the  accid<nt  was  caused  by  the  fracture 
of  the  welding  of  a  tire. 

Tiic  coioner  observed  after  hearing  the  evidence 
in  the  ca.^-e  that  "  it  appealed  that  the  railway  com- 
pany bad  gone  to  one  ol  the  best  manulactuiers  loi 
ihe  engine,  the  tire  ot  which  had  proved  defective, 
and  it  was  ailmuted  that  no  external  cxaininaiion 
would  have  deteci-d  the  fl.iw  in  qtle^ti^l||.  Hecouio 
>ee  too  liability  fur  the  accident  except  that  lesiing 
on  the  mauuiacturers  ol  th?  tires.  He  also  recom- 
mended that  more  attention  should  be  paid  to  the 
padding  ot  the  inieiior  of  the  cars.  He  had  nevu 
held  an  inquest  up^tn  a  passenger  in  any  of  thefirs.t 
cUsscars,  which  are  well  paddrd.  When  a  man's 
Iiea4  was  violently  knocked  against  an  oak  board 
the  bead  and  not  the  board  woukl  be  broken,  unless 
the  former  was  very  thick."  A  verdict  was  render- 
ed ot  accidental  death  from  the  bad  welding  of  the 
lire. 

In  respect  to  accidents  occasioned  like  the  one 
abofe  in.^mioued  by  bad  weldiiig.  it  is  probably  th^t 
legislation  is  necessary  reaching  farlhtr  than  any 
at  present  in  force. 

FREIGHT  NOT  LDGGAGE. 

An  action  was  lady  brought  against  the  Boston 
aiut  Maine  Railroad  Company  io  the  Sup'eme 
Court  of  Massachusetts,  lor  ihelo'^sof  a  box  con- 
taiiiSng  shces,  shoe  pegs,  etc.,  tak<n  in  a  passenger 
train.  It  was  held  that  the  liability  of  railroad 
companies,  as  common  carrieis,  under  such  cir- 
cumstances, is  strictly  limited  to  persona!  luggage 
in  which  term  the  articles  in  question  can  be  by  no 
means  included. 

Articles  of  merchandise  should  be  delivered  as 
such  to  the  agents  of  transportation  companies,  so 
that  they  can  take  due  precautions  for  their  safety, 
and  reC'ive  a  due  compensatiun  for  their  carriage. 
Passengers  are  entitled  to  be  indemnified  (or  the 
loss  of  personal  luggage  to  an  amount  which  va- 


ries *ith  ihe  laws  of  difieient  states,  but  the  lug- 
gage so  protected  must  consist  of  such  articles  and 
of  such  an  amount  of  cash  as  are  appropriate  to 
the  purposes  of  a  journey.  It  may  be  adfed  that 
in  order  to  entitle  goods  delivered  lor  transporta- 
tion to  be  deemed  Ireis^ht,  it  is  not  indispensably  ne- 
cessary that  ihey  should  be  entered  on  the  freight 
list  as  freight,  or  thai  any  definite  sum  should  be  a- 
greed  to  be  paid  for  their  transportation.  Yet  such 
an  entry  and  such  an  agreement  are  very  important 
elements  in  a.scertaining  the  real  intentions  of  the 
parties  to  a  contract  for  the  transportation  of  goods, 
and  consequently  demand  careful  attention. 

Merchandise  is  a  different  and  distinct  thing  from 
ihe  mere  evidences  of  value,  such  as  notes,  bill?, 
policies  of  insurance  and  the  like.  Merchandise  is 
something  which  possesses  intrinsic  value,  and 
oDsrqucnily  when  common  carriers  merely  hold 
themselves  as  cairiers  of  merchandise,  they  would 
not,  in  the  absence  ot  a  special  agreement  or  notice 
he  liafile  for  the  value  of  lost  L>ank  bills,  beyond  the 
.iinount  deemed  as  mere  luggage.  This  was  so 
ht^ld  in  the  case  of  ihe  Ciiizens'  Bank,  vs.  the 
Nantucket  steamboat  company, — 2  Story,  C.  C.  R. 
IG.  . 

KJFXTING    INTRUDERS. 

An  interesting  case  in  relation  tothis  subject  was 
tiii'd  last  iveek  in  the  Superior  Court  of  Cincinnati, 
Edward  Coidman  vs.  tlic  Little  Miami  railroad 
compaiui. 

The  defendant's  train  was  descending  a  grade  in 
that  city  at  about  the  tale  of  7  miles  per  hour — a 
number  of  little  boys  jumped  upon  the  rear  steps  ; 
at  the  voice  of  the  conductor,  they  all  jumped  off 
•xcepting  the  son  of  the  plaintiff,  a  lad  oi  about  12 
vears  of  age.  He  testified  that  he  did  not  see  the 
conductor.  The  conductor  then  pushed  or  kicked 
II im  off  in  such  a  manner  that  the  boy's  foot  was 
iragued  undil  the  wheel,  and  his  leg  so  injured 
that  amf'iitation  wasdeemed  necessary.  U  appear- 
ed that  the  boys  were  in  the  habit  of  getting  on  the 
cars  to  steal  peaches. 

Distressing  rs  was  the  case,  no  little  diversion 
was  occasioned  by  one  of  the  witnesses,  for  plain- 
tiff who  was  evidently  one  of  the  "  b'hoys"  of  Cin- 
cinnati, His  name  was  Edxoard  Garwood,  and  a 
portion  of  his  cross-examination  was  as  follows. 

Question  — If  you  were  behind  the  conductor, — 
how  could  you  see  the  manner  in  which  he  pushed 
od  the  lio\  ■? 

A/tsire/-.— Well,  I  didn't  look  through  his  head. 

Qiustion.~D\il  he  push  or  kick  him  off] 

.A/tiircr  —  Will,  I  should  call  this  a  kick— (giv- 
ing at  the  same  time  a  vigorous  representation  of 
one.) 

Question.— Do  you  think  such  a  kick  would  bend 
you  (jouble  1 

Answer  —Well,  I  think  if  I  had  a  kick  at  yon  in 
the  pii  of  the  stomach,  ii  would  bend  you  some. 

Tne  presiding  Justice  Ueadley  charged  ihe  jury, 
in  substance  as  follows. 

The  defendants  being  a  corporation,  must  act  by 
agents,  they  are  liable  for  the  misconduct  of  their 
asjents  to  the  same  extent,  and  under  the  same  cir- 
cumstances as  private  individuals,  who  employ 
agents.  The  conductor  of  a  rail-car  has  an  un- 
doubttd  right  to  turn  out  intruders  ;  but  in  exercis- 
ing this  right  it  is  necessary  that  he  should  use  or- 
dinary diligence  lo  prevent  injury— and  more  cau- 
tion, of  course,  is  required  in  this  resprct  when 
those  who  are  ejected  from  the  cars  are  young  or 
feeble,  ttian  if  they  were  quite  vigorous  and  able  to 
take  care  of  themselves.  The  removal  of  the  boy 
from  the  car,  of  itself,  affords  no  ground  for  com- 
plaint. The  main  question  to  be  settled  is,  in  what 
manner  was  he  removed.    The  evidence  in  this  re- 
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spea  is  contradictory.  It  is  the  duty  of  the  jury,  i 
they  can,  to  reconcile  contradictions,  and  to  wei:;! 
tJie  lesiimony,  lully  and  fairly,  without  being  loo 
much  influenced  by  preponderance  of  numbers.  1. 
the  boy,  by  his  own  want  of  caution,  in  leaving  th- 
car  contributed  to  his  own  injury — then  accordins; 
to  the  legal  principles  applicable  to  these  casts 
damages  are  not  recoverable,  Vf  t  no  such  degrte 
of  caution  would  be  required  ol'  a  boy  like  the  plain 
tiflTs  son — as  of  a  parson  of  experience  and  of  ma 
ture  judgment.  They  must  consider  what  wouli: 
be  reasonabie  caution,  under  the  peculiar  circun,- 
stances  of  the  case.  11  the  cars  were  going  at  s 
very  rapid  rate,  it  would  be  wholly  unjustifiatile  to 
eject  an  intruder  in  any  way.  The  Jury  mu-t 
therefore  inquire  both  whether  the  cars  were  going 
slowly  enough  to  admit  of  removing  the  boy— aid 
whether  or  not  this  removal  was  performed  in  a 
right  manner. 

If  the  Jury  should  conclude  tliat  the  conductor 
had  been  guilty  of  npgii^cnee,  the  defendants  were 
liable,  not  tor  any  I'sptcial  dama;;es  f-us-tained  ty 
the  boy,  but  for  the  damages  sustained  liy  the  lather, 
who  is  plaintiff  in  the  suit  imlud'og  medical  et- 
tendaiice.  SifouLl  the  damages  seem  to  the  Jury  to 
be  wilful,  then  the  company  is  not  liable— but  oiiiy 
the  conductor  individually. 

Illinois  and  itiicliigan  Canal. 

The  circular  of  the  Trustees  of  the  Illinois  and 
Michigan  canal,  states  that  the  several  payment.- 
made  to  this  period,  on  account  of  the  principal  ol 
the  loan,  amount  to  70  per  cent  of  the  same,  the  in- 
tere<>t,  meantime,  having  been  paid  semi  annueliv, 
dated  On  20,  1818. 

The  following  statement  exhibits  the  entire  quan- 
tity pf  canal  lands  sold,  the  valuation  theieof  as 
determined  by  the  appraisers  of  canal  lands  ia  1848 
the  amount  produced  at  the  sales,  etc.; 

(Quantity  sold  between  Sept..  I8i8,  and  May, 
1851,82  8;)7  acres:  valuation  ol  the  same  by  the 
apprai-sers,  S391,578  'J2,  proceeds  of  sale  §404  301 
9'J. 

Cluantity  sold  in  May,  1852,  10,835  acres;  valu- 
ation thereof,  5t(j3,9G»:)  66;  proceeds  of  sale.  5.94  477 
38.  ■  ' 

Quantity  sold  at  private  sale  in  S?pt.  and  Oct., 
185-3,  -22,038  acres;  valuatton  thereol,  ^140.391  tiO; 
proceeil«of.vale,  5)195,134  49. 
Whole  number  of  acres  granted ....         232  004 
Valuation  of  same  by  appraisers..  .Si, 105  30(5  48 

Whole  number  ol  acres  sold 115  770 

Valuation  thereol 51)5  ij-^ij  ;j,s 

Sold  lor t;942i;{  Hti 

Exce?s  above  valuation 9^274  4;^ 

Acres  unsold  Nov.  ?,0,  1&52 I\li2:!.b 

Vdluaiionof  same  by  appraisers 50:;,3lJ7  10 

TOWN  LOTS. 

Whole  number,  original  divi- 
sion  5931 

Add  for  sub-divisions  made  in 
1852 4.16 


We  annex  a  table  exnilnting  the  quantities  of 
some  ol  the  leading  anicl-s  transportf'd  on  the  llli 
.loisi  and  Michigan  canal,  in  each  ot  the  years  1819, 
1850,  1651,  and  1852: 


1819 

1850. 

1851. 

185-2. 

t^oik.bls 

9  398 

12  9.33 

8  253 

4  119 

Salt  bbls 

58,853 

24,009 

37,201 

27,203 

VVbeat, 

bush.. 

5ti9  598 

417.03(1 

7-^  062 

117441 

Corn,  bu. 

75(-Jn8 

317».71 

I  S7«  550 

1.8  m  hHl 

-.ugar,  lb  4  218  294  5.(W»  3-24  4  59.f471  4  8-22  29 1 
.VI  z.*.. .  9  17(11)13  10  372  ti27  14  175  92  i  l.5,3;»0.:<4ti 
Luinber.20,882  000  3b,7o7  5-2?>5(i  845  02752  510  051 
i'olis  re- 
ceived $118,375  il25,504  $173,300  S1G8,577 
Tr  e  diminuiion  of  receipts  in  tolls,  as  compared 
with  last  year,  is  at;riou;ed  by  ttie  Trustees  entire- 
ly to  low  water  in  the  Illin.iis  river.  The  estimate 
jf  lolls  for  1853,  i.s  $190  0(*0. 


().385 
S974.3tW  00 
4  00(1 


Valuation  thereof  hy  appraisers.. 

Whoh  nutn'  er  ^old 

Valu.iiion  thereof (uncertain  ) 

SoitJ  for 1,015.797  00 

Exct-s  over  the  whole  valuation 41,428  00 

Niirnbtrol  lots  and  sub-lots  unsold 

Nov.  30,  1852 2379 

Valmtion  thereof (uncertain.) 

Tot.  1  valuaiiou  ot  both  canal  lands 

and  town  lots  by  appraisers S2  079  055  00 

Proceeds  of  sales  of  both  to  Nov.  30, 

'^5<i .'    1,710  010  00 

Remaining  un- '1 1  in  the  hands  of  the  Trustee-. 
Nov.  30,  1852.  I  l6,-2;il  acres  canal  fands  and  2  379 
town  lots,  5-27  of  the  last  of  which  are  in  Chicago' 
and  its  immediate  vicinity. 


PeUMitylvauia. 

EXHIBIT  or  TH>;  (;Ai'AWI>s.\    WILLIAMS  PORT  ^ND 
EKIE   RAILROAD. 

We  give  hi?!ow  a  lii^riiori  ol  the  recent  exhibitor 
this  coinpau},  ti.tiing  out  iis  object  and  comtilion. 
and  the  rouie  of  the  proposed  road. 

This  load  as  fVir  as  New  York  is  concerned, may 
•'.10  ?aid  to  have  twoobj-.'cts;  ou*;  of  which  is  to 
open  an  outlet  fo.-^  the  Susquehanna  valley,  and  the 
Anthi^cite  cocil  ol  Peniisyivania,  and  the  other  to 
iorm  a  parte!  a  ihrou;;h  route  between  this  city  and 
lakes  Erie  and  Ontario,  and  to  consiiiine  it  an  au- 
uiiional  avenue  lor  wesleiu  tiaiie  to  tide  water. 

The  country  drained  by  the  head  waters  of  the 
Susquehanna  is  well  known  to  be  one  of  the  most 
fertile  and  productive  in  the  United  States,  embrac- 
ing a  large  portion  of  no;thwestern  New  York  and 
norihtrn  Pennsylvania.  Till  within  a  very  .short 
time,  this  great  region  has  been  almost  entirely 
without  suitabie  avinuesto  market,  and  is  at  the 
present  time  but  poorly  supplied.  Before  the  con 
struclioQ  either  of  railroads  or  canals,  the  produce 
ol  this  vast  region  was  floated  down  the  Su^^quc- 
hanna  to  Baltimore.  A  portion  of  this  traie  isstill 
taken  to  that  market  by  the  Penn.  and  Tide  Water 
canals:  a  portion  ol  it  goes  to  Philadelphia  over 
the  same  inconvenient  route,  while  the  trade  of  the 
northern  portion  of  the  valley  has  been  diverted  to 
New  York  over  the  Erie  railroad. 

All  these  are  circuitous  and  inconvenient  outlets 
for  the  heart  of  this  great  region.  To  supply  the 
appropriate  one  is  the  object  of  this  road.  It  will 
be  s;en  by  the  subjoined,  how  trifling  is  the  fum 
wantiiig  lo  complete  it  to  Williamsport,  which  i> 
probably  the  luo^t  important  point  in  northern 
Pennsylvania.  This  load  therefore,  when  comple- 
ted, will  constitute  the  direct  and  convenient  outlet 
to  the  great  maiket  of  the  country  for  one  of  its 
most  productive  inland  distric's. 

In  addition  to  the  abundant  agricultural  products 
of  this  region,  is  iis  vast  mineral  weal'h,  in  which 
it  exceeds  probibly  any  other  portion  of  the  Union. 
It  is  from  this  region  that  our  supplies  of  coal  are 
now  drawn.  The  demands  ibr  this  indispensable 
article  exceeds  the  capacity  of  all  ourworks  to  sup- 
ply, and  there  can  ba  no  doubt  that  all  the  propostd 
outlets  from  the  coal  fields  will  be  taxed  to  their  ui- 
inost  capacity  as  soon  as  opened.  The  region  tra- 
versed by  this  road  )  roduces  a  large  amount  ot  pig 
auibar  iron  which  under  the  present  high  prices 
might  be  immensely  increased. 

The  pfospeciii'e//t/-oj(^A  traffic  on  thi^  road  pro- 
mi-es  to  be  eqjally  important  with  ih  •  local  busi- 
nes-s.  Williamsport  is  to  be  the  converging  point 
of  roads  extending  from  lakes  Erie  and  Ontai  iosca- 
ward.  From  this  point  a  road  is  now  in  pncress 
to  Elmira,  there  to  connect  with  the  uel  work  of 
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railioiids  in  western  N 
impoitant  points  on  th 
Sunhury  aiiti  Erie  road 
"leiiced  nndier  the  au 
conneet  the  above  roaii 
place  it  in  favorable 
Ohio. 

Of  the  amount  of 
water,  ii  is  enough  to 
in   use  are  taxed   beyo 
from  ihe  rapi^l  progres? 
between  the  ea^t  and 
than  the  a're^iues  for  it 
Qunt  of  western  prott 
prrs-nt  vear  ihroogh  t 
2-2.34«-22t(.ris  va'ued 
(jf  merfban^i^e  going 
lued  at  $ll8i>-90.444. 
year   upon   the  three 
the  Hudson  river  with 
tral  lines  of  foal  an  1 1 
000.000  for  tills  alone, 
proof  ot  th?  jrnmfn^e  t 

Wc  have  iconsidered 
the  above   road  in   its 
b-ars  an  equally  imp» 
Based  as  it  iS<  up<m  the 
tinent,  between  eaeh 
must  a'waysconstltu'e 
ing  line,  we  sec  nothin 
ill  the  amount  ot  its 
similar  wi.rk  now  in  p 

Below  we  |give  a  port  i 
pany. 

The  original  Act  i 
was  passed  as  early  as 
Little  Schuylkill  and 
pany. 

The  objecf  was  to 
road,  with  the  North 
un  the  Ncjrth  branch  ol 
foim  a  communication 
ern    New  Yot\i,   by 
canal  ihis  raili'oad,  tt; 
Reading. 
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New  York  ana  Erie  ra 
pany  was  extended  to 
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■h"  sam>"  time  ab'  ut  S- 
Williamsport  an^  E'ln 
completed  ftom  Willi  i 
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followed  this  year,  m 
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the  Nfw  York  and  En 
Philadelphia  sousrhi  to 
lion  with  the  lakes  a 
mained  ever  sinrt'  ia  s 

The  fortv-eight  mil 
B*»aver  Meadow,  now 
Williamsport  and  Erie 
sive  portion  of  the  line 
several  f^p-nsive  hrid 
n  tainine  wall.     The 
is  ot  a  character  tha'   I 
change  since  the  work 
ta-kmpFUs,  cms,  tuime 
a  too!  Stat'  ol  prtscrv 

The  hciipfi's  claimed 
phia  ent-rprise.  in  wlii< 
taken,  and  pro-ecut'^d 
a  report  of  the  comnaii 
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nect  Philadelphia,  by  rail- 

^n<  h  Canal,  a-  (^atawi^sa, 

the  Susquehanna,  and  thus 

between  ihnt  citv  and  west- 
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of  the  consTructjon  of  the 
Iroad,  the  plan  otjthis  c<>m- 
c  nnection  wiihj  ti.:it  ri>ad 
VVilliamspori  a|ui  Einira 
as  passed   in  thai  year  ?.u- 
)  Williamsjiort,  andcbang- 
orHiion.  I 

liamsnon  aud  E'lpira,  were 
rosecutei!  w:th  vi^i>r;  about 
'd  in  etiginterit^.  graditig, 
the  Ime   w<ts  graiVit  lor  a 
anend,  near  its  cj>r-ne«;i(>Q 
kill.  TO  Catauiss^;  and  at 
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snort  to  Ralston. ia  nistaiice 
The  eml>hriassrti*rits«  that 
i>rablc  in  the  financial  liis- 
)sirated,  (or  a  t'ol*',  as  well 
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is  by  tar  ihe  nn|t.i  fjpn- 
containing  ibref  tunnels, 
es,  and  a  large  imouti'  of 
teiial  forming  ihf  roa  '  b^d 
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AMKR1CAN     RAIL.HOAD    JOURNAL.. 


Houlfs  I'f  radroai  I  rum  Pnikniapkui  lo  rtuci  ike 
yiirlhern  and  H^eifern  Lakes,  and  tim  trade  um. 
travel  of  l^c  far  M'tst. 

1st.  From  Philadelphia  by  I^cading  rail- 
road lo  Port  Clinion 78  mik s 

2J.    From  Por:  Clinton  to  Little  Schuyl- 
kill raMroad  tu  ramaqua 20      " 

3J.    From  T'imnqua  to  Tainanend  road, 

surveyed  hy  E J w.  Miller 12      " 

4th.  From  Tamaiiend  to  the  Susquehan 
na,  at  Catawissa,  by  the  Little 
Schuylkill  and  Susquehanna  rail- 
load,  commonly  called  iheCatawis- 
fa,  graded  and  ready  lor  the  super- 
structure  33  miles.  35      " 

A  branch  (Dm  Tarnanend 
to  the  Beaver  M' adow 
road 13      '\ 

i .      'i6  miles. 
(On  which  48  miles  there  has 
bt-eo  expended,  and  wiw'ia 
the   estiimie   o(    engineer, 
over  SI,  150,001).) 

5ih.  From  'Jaia*issa  to  WiHiamsport.  45 
raiKs  surveyed  by  tdward  Miller, 
ait  e-ihma;ed  lo  co;>t,  i»y  him,  jjil,- 
490000 45  miles. 

6[h.  Fiuin  Wdliainsp  irt  to  llals'aii, 
rhroiigh  the  biiuinia('Us  coal  fiekl, 
fiaished  and  in  op-ration 26      '" 

7th.  Fioiu  R--.l^ton  to  Eimira,  surveyed; 

the  esiimate  of  co>t  not  exhibited..  49      " 

8th.  From  Elmira  to  Dunkirk,  surveyed 
and  located  by  the  New  York  and 
Erie  railroad  company,  and  can  be 
finished  by  the  time  the  other  p'lrtion 
ol  the  line  is  ready 192      " 

457  miles. 

"Fromthis  it  would  appear  that  106  miles  only 
of  road  are  required  to  be  made,  and  35  completed- 
at  a  motleraie  expense,  wiih  Pennsylvania  capital 
to  rouncct  Pniladelphia  with  the  Far  West,  am' 
upon  the  contingeney  ol'  ihp  New  York  and  Erir 
railroad  company  lailins  to  fioish  its  road,  we  havt 
Mill  the  powei  »)t  reacliingthe  we>t  by  a  loutelroiij 
Boston  to  Buflaio,  by  a  v^onnection  at  Elmira,  ly 
means  ot  a  communication  through  Seoeca  Laki 
to  Geneva,  the  ciiizyns  ol'  which  place  are  much 
engaged  and  interested  in  making  that  connection 
The  lake  nevir  freezes,  and  the  distance  Irom  El 
mira  to  the  lake,  where  a  road  would  be  necessary, 
is  only  21  miles. 

"  By  this  route  Lake  Ontario  and  the  trade  of  the 
Canauas,  can  also  b  *  reachedj  as  the  lullowing  tabie 
ol  distances  shows:" 

Tke  Williamfport  and  Elmira  Rmite. 

Distance  from  Ralston  to  Ei mira -ID  miles. 

"  "     Elmira  to  Jeff: r>ou 21 

"  "  J*  fferson  to  Geneva,  by  the 
Seneca  lake,  which  is  navi- 
gable the  whole  year 37      " 

'*  "     Geneva   to  head  of  Sodus 

Bay  on  Lake  Ontario 22  miles 

Thus  we  see  on  what  the  projectors  of  this  road 
relied,  and  we  doubi  not  that,  had  the  scheme  beei, 
carried  forward,  and  the  connections  made  precise- 
ly as  comemplattd,  it  would  have  been  a  remuner- 
ating investment  to  the  stockholders,  and  would 
have  had  an  important  influ-me  upon  the  destinj 
ol  Philadelphia.  For  what  but  the  superior  advan- 
uges  of  New  York  lor  reaching  the  trade  ot  the 
west,  has  contribntert  to  her  superiority  over  the 
other  Atlantic  cities  ] 

Great  changes  have,  however,  taken  place  since 
1836;  the  extension  of  railroads  has  revolutioniz.  d 
the  trade  of  the  country.  The  contemplated  lint 
of  railroad  from  Albany  to  ButTalo  has  been  com- 
pleted along  th'-  margin  of  the  Erie  canal ;  not- 
withstanding which  the  canal  has  gone  on  with  an 
unparalleled  increase  ol  bu>iness:  and  both  r»il 
road  and  canal  arc  found  inadequate  lor  the  im- 
mense business  poured  upon  them  from  the  swelling 
West.  The  New  York  and  Erie  r-iilroad  hasb.-eii 
Coni^)leted,  and  has  come  in  t<;  aid  in  relieving  the 
wants  created  by  this  va.stiy  increasing  trade,  and 
vith  it.  too,  storehouses  on  the  lakes  are  overflow 
iug  With  pr«luce,  delayed  for  want  ol  a  transit  to 
marKet.     More  than  this,  Pennsylvania  has  forced 


II'-  b.^i  riei  Ol  itie  Aiiet;lnii]Hs  ly  railiortd  aiiJ  '.a.ial, 
vvho^e  capaciii-sare  overtax- d,  and  vrt  the  protu'  e 
'I  ^he  Wist   is  oamined  up  lor  want  of  suttieieni 
channcl>.     And  now  anew  lineol  road  isprijected 
roin  the  lakes  to  the  Aila  itie,  ot  which  the  Oaia- 
*issa,  Williamspoit  and  Erie  is  to  fomi  a  link; 
Hid  thus  this  road,  that  in  its  inception  aimed  to 
become  only  a  branch  to  th-?  New  York  and  Erie 
ailroad  leading  to  Philailt-lphia,  is  destined  lo  be- 
come, in  connection   wiih  the  oher  links  in  the 
r?hain,  its  mo.-t  ioimidabl"  rival,  not  only  Irom  the 
lakes  to  Pniladelphia,  but  also  to  Now  York. 

The  artangcin"nts  are  now  all  complete  for  open- 
ing this  entire  new  li-ie  ol  communication  tro-n 
\Lr\e  O!)  the  lake  to  hoth  these  gn  at  t  iii'S,  to  wii, 
'he  Sunbury  and  Erie,  Irom  ihe  lake  to  Williams- 
oorl,  the  Oatawi-sj,  Williain-port  and  Erie,  Irom 
Williamspoit  toTamaqiia;  ihe  Lin's  Schuylkill 
to  PortClinto;;  ;  and  iheivL-adingaiul  Piiila.feiphia. 
'1  Ptiiiai!elph!,i.  Or  (rem  Tainaq'ia,  the  L' high 
Valley  n)a'l,  to  Ea-ton.  thence  over  the  New  Jer- 
sey Central  to  Ne*  York.  The  only  roa'ls  remaio- 
iug^to  be  omjjleled  to  consammHle  ihesd  connec 
lions  are,  the  Catawissa,  Wi  liimsp«>rt  and  Erie, 
«nd  the  Suntiuiy  and  Erie,  b>iih  ol  wh.ch  are  in 
iiart  under  contiact,  and  tiie  par's  m  t  yc  let  only 
vnii  ihe  si  tilem-ni  ol  some  qui  stions  as  to  chuic< 
of  route,  to  be  placed  under  con;ract. 

li  IS  tlaiinci  luf  mis  liii.'  ihii  it  will  have  the 
aiivantage  over  any  ol  ihe  present  lines  m  liisiaiice, 
.liid  ov^r  mi'st,  il  not  all  of  ihim,  in  grades. 

That  It  has  the  advantage  ol  ihe  best  harbor  od 
the  south  shore  of  Lake  Eiie. 

Thai  it   las  the  advan'age  in  local  trade. 

Not  tliL  the  cstablishincnt  of  all  or  any  of  these 
propositions  is  necessary  to  prove  the  productive- 
ness ol  this  line  of  road;  for  we  hfdd  tha  ano'her 
road,  equal,  or  nearly  equal,  w  advantages,  to  ei 
therof  tne  existine  routes,  would  pay  tair  dividends 
on  a  reasonable  co^t,  at  once,  with  a  certain  pros- 
pect of  increase. 

In^makiiig  the  comparison,  we  will  take  Cleve- 
land as  a  starting  point,  this  being  ihe  most  souih- 
eily  point  on  Lake  Erie  ;  all  lines  ol  roads  coming 
Irom  the  W -si  wili  touch  this  point  or  pass  near 
it. 

ls».  The  route  by  way  of  Buffalo,  Albany  and 
tne  Hudson  river,  is,  or  will  be,  when  the  line  is 
siraighien<-d  as  contemplated,  627  miles  from  Cleve- 
land, with  maximum  gia  les  ol  4i*  It-et  to  the  mile 
■-'I'iiig  Eaht,  and  as  high  as  80  at  one  point  going 
West. 

'M,-  The  New  York  and  Erie.  By  this  route  the 
distance  from  Ci'Velaud  to  New  York  is  6tl2  miles, 
with  maximum  grades  of  60  leet  to  the  mile  both 
way*. 

3d.  The  Pennsylvania  Central.  Bv  this  route 
ihe  distance  from  Cleveland  lo  New  York  is  585 
miles  by  way  ot  the  inclined  planes,  worked  by  sta- 
lionary  power.  How  much  this  disti-nce  will  be 
increased  by  the  conieinidated  route,  avoiding  the 
planes,  is  not  known,  hut  it  is  believed  that  ihe  in- 
creased distance  will  be  considerable,  and  that  the 
grades  will  be  about  95  feet  to  the  mile. 

T^ese  are  the  three  roads  now  in  use;  all  over- 
taxed with  business  and  yieldiag  large  incomes  as 
will  be  seen  by  reference  to  their  reoorts  of  earn- 
ings. 

By  the  proposed  new  line  of  roads  the  distance 
to  New  Vork  is  532  miles  or  95  miles  less  than  the 
Butfalo  and  Albany,  70  miles  less  than  ihe  New 
York  and  Erie,  and' 53  less  than  the  Cleveland  and 
i'itlsburg,  and  Penna.  Ceniial,  while  the  maxi- 
mum grades  going  east  will  be  kept  i>elow  40  flctio 
(he  mile,  aiul  not  exceeding  Ihat  going  wes;,  ex- 
cept at  one  point,  when,  for  a  short  distance  they 
will  be  60  to  the  mile. 

It  is  liOt  claimed  that  this  line  will  compare  fa- 
vorably -with  the  Albany  and  Buffalo  line  lor  local 
traiil,  but  it  is  b"li  ved  it  will  compare  well  wiih 
either  ol  the  other  lines  in  this  particular. 

For  local  frdgli's,  however,  gi eat  superiority  is 
claimed  over  any  of  the  presfnt  lines  It  pa.sses 
through  a  I  road  exti  tit  of  coun'ry,  entirely  locked 
in  Irom  cotnmunicaiinn  with  the  seatoard.  This 
ri'gion  is  rich  iu  agricultural  priHiUrt.^.  in  timber 
and  in  iniuTals.  while  the  A'bnny  and  Butfalo  has 
for  i!.-»  local  Ireighis  iitile  besi.Us  the  products  of 
ihe  farm,  and  the  Nf  w  Yoik  and  Erie  those  of  the 
.'ores!.  It  is  known  that  the  produce  of  the  farm  af- 
fords less  tonnage  than  that  ol  the   forest,  aad  that 


muieial  oitrn  prouiiC'S  moie  tlian  both  combined. 
This  line  ol  roail  passes  tdrough  the  veiy  tieart  <'f 
ihe  vast  lieposiis  of  both  biiuiiinou'i  and  authracite 
coal,  as  well  as  inexhaustible  beds  of  iron  ore,  the 
tonnage  ol  which  alone  will  tar  exceed  thatol  any 
agricultural  region,  however  fertile.  This  is  cf  all 
others,  ttie  road  to  develop  the  vast  resources  of 
Pennsylvania.  There  is  anotner  consideiation  of 
great  impoiiance,  so  lar  as  the  produetivrness  of 
this  road  is  concerned,  which  is.  that  it  is  not  only 
the  best  route  to  New  York  city,  but  is  a  better 
'oule  still  to  the  next  greatest  city  in  the  U.  Stales. 
From  Tamaqua  to  Philadelphia  is  but  97  miles, 
and  that  all  the  way  hy  a  descendios  grade  ;  while 
rom  the  same  point  to  New  York  ihf  distance  is 
130.  None  of  the  other  lines  communicate  with 
more  than  one  city. 

Td'  re  is  still  ano  her  most  important  item  to  be 
Cinsidered  in  estimating  ihe  value  ol  the  Catawis- 
-a,  Wiiliamsport,  and  Eimira  railroad  not  appli- 
ca^ile  to  the  other  roads  lorming  this  connection. 
At  Williamspoit  it  connects  with  tne  Williamspoit 
-ind  Elmira  road,  now  under  contract  to  be  comple- 
ted by  the  first  day  ol  January  next,  and  in  connec- 
tion with  the  Liitie  Schuylliill  and  Reading,  forms 
i  link  in  a  gnat  Northern  and  South  r:i  line  of 
roads,  liiile,  il  any.ltss  in  impoiiance  than  its 
place  in  theEasleiD  and  West*- rn  cnain.  Fioin 
Elmira  to  Niagara  Falls  the  connection  is  ncni  y 
•  omplt  ted  by  a  dir^ct  line  ol  roads  now  finished  to 
Batavia,  and  the  remaining  distance  ot  45  miles  to 
oe  completed  by  the  first  day  of  July  next.  Elmi- 
ra is  already  in  connection  with  Rochester  and 
Butfalo.  with  a  direct  railroad  comiu'inicaiion, and 
IS  aoout  10  be  connected  with  lake  Ontario  by  the 
Sodus  Point  road.  It  is  also  connected  by  canal 
and  the  Seneca  Lake  with  the  Erie  canal,  and  a 
canal  i^  now  being  constructed  to  Sodus  bay  direct 
thus  opening  a  diiect  trade  between  Philadelphia 
and  the  cities  south,  with  Lake  Ontario  and  the 
Canadas. 

The  advantages  of  this  line  will  be  seen  when  it 
is  stated  that  Irom  Niagara  Falls  to  Philadelphia, 
IS  but  414  miles,  whereas  by  Albany  and  N.  York 
It  is  558,  saving  144  of  travel  by  this  route.  From 
Elmira,  by  the  N-w  York  am)  Erie  railroad,  the 
dijtauce  to  Ne*  York  is  271  mtles,  add  to  this  the 
dis(an--e  to  Philadelphia,  90  miles,  makes  it  364 
from  Elmira  to  Pniladelphia,  whereas  by  this  route 
it  will  De  but  255,  savin:;  ID9  miles,  and  biinging 
Elmira  19  miles  nearer  Philadelphia,  by  this  route 
than  via  Niw  York  by  the  New  York  and  Erie. 
When  It  is  borne  iu  mmd  that  the  whol«  tide  of 
pleasure  tiavel  during  the  warm  season  is  from 
South  to  North,  that  the  interchange  of  products 
between  a  warmer  and  colder  climate  must  always 
be  great,  the  importance  of  this  communication  can 
hardly  oe  overrated. 

in  anticipation  of  this,  as  an  important  route  of 
Northern  and  Sjuihern  navel,  an  understanding 
has  been  Oad  between  the  Reading,  the  Little 
Schuylkill,  the  Catawissa,  the  Williamsport  and 
Elmira,  lor  ticketins  pas'-engersthiough  from  Phil- 
adelphia to  the  Falls,  so  that  passengers  may  leave 
Philadelphia,  and  without  any  slops,  arrive  at  Ni- 
agara Falls  in  14  hours.  It  is  intended  to  have  this 
arrangement  iu  operation  within  18  months,  thus 
securing  to  the  route  the  benefit  of  the  travel  sea- 
son ot  lw54. 

But  as  a  connection  between  the  Atlantic  cities 
and  the  west,  without  anv  regard  to  this  northern 
and  .southern  connection,  we  are  willing  to  risk  the 
menls  of  this  roao,  or  those  of  any  of  the  roads 
forming  a  link  in  this  connection.  Looking  upon 
the  map  it  will  be  seen  thac  the  average  disiance 
between  the  Buffalo  and  Albany,  and  the  N.  Yoik 
and  Erie,  is  about  seventy  miles;  between  the 
Pennsylvania  Central  and  Baltimore  and  Ohio,  a- 
bout  the  same;  while  a  space  is  left  between  the 
New  York  and  Eric,  and  Pennsylvania  Central,  of 
about  l50miV's,  The  proposed  new  line  occupies 
about  the  ceHtre  ol  this  space.  Thus,  when  this 
line  is  completed,  there  will  be  five  grf  at  thorough- 
fires  t'rom  the  Atlantic  lo  the  Lakes,  iu  nearly  par- 
allel lines,  with  a  space  between  each  of  about  70 
miles,  a  disiance  q'jiie  sufhcient  loaffordan  ample 
1  )cal  business,  whilf:  they  are  all  competitors  tor 
the  through  businrfis. 

Having  said  this  much  for  the  business  pros- 
pects ot  the  Catawis.«a,  Williamsport,  and  Erie 
railroad,  let  us  refer  tu  its  present  position. 


AMERICAN    RAIJLROAD    JOURNAL.. 


This  roaa  extends  from  what  is  callfd  the  baseoi 
the  Broad  mountain,  where  it  connects  with  the 
Little  Schuylkill  to  Williaraspoit,  a  distance  of  8U 
miles,  with  a  branch  from  Tamanend,  near  the 
Little  Schuylkill  connection,  to  the  Beaver  Mead- 
ow railroad,  a  distance  of  13  nailes,  with  the  right  to 
construct  branche*  to  coal  mines  on  eiihtr  side  ot 
the  line  not  exceeding  five  miles  in  leni^th. 

The  portion  of  the  line  from  Tamanend  toCata- 
wissa,  33  miles,  is  graded  for  a  double  track,  also 
the  branch  of  thirteen  miles  to  Beaver  Meadows. 
To  lay  down  the  track  and  furnish  the 

graded  road  is  estimated  to  cost $600,000 

To  construct  from  Tamanend  to  the  con- 
nection with  the  Little  Schuylkill 400,000 

The  extension  from  Catawissa  to  Wil- 
liamsport rOOOOOO 


8i2,O00,UUU 

To  produce  this  sum  the  company  have  i'ssueo 
Sl,00O,0O0in  bonds  secured  by  a  mortgage,  (acopy 
of  which  bond  is  shown  in  schedule  A,)  with  th< 
right  to  issue  $500,000  more,  under  the  same  mort- 
gage, afier  the  road  is  in  operation  to  Catawissa. 

This  gives — 
To  lay  the  track,  etc.,  on  the  graded  road.. 600,000 

To  connect  with  the  Little  Schuylkill 400,000 

And  leaves  the  500.000  applicable  to  the  extension 
to  Williamsport.  For  this  s"m,  with  the  balanci- 
in  stock  of  the  company,  they  have  ofiersfrom  res- 
ponsible contractors  to  grade  and  do  all  the  work, 
and  furnish  all  the  materials. 

The  iron  is  contracted  for  at  the  Montour  Works 
near  the  line  of  the  road,  at  sixty  dollars  the  ton,  to 
be  delivered  during  the  coming  season  ;  and  it  i.- 
the  determination  of  the  company  to  have  the  en- 
lire  road  in  operation,  so  as  fo  make  the  connec- 
tion complete  between  the  Little  Schuylkill  ano 
the  Williamsport  and  Elmira,  early  in  the  spring 
of  1854. 

The  whole  cost  of  the  road  will  stand  thus ; 

Present  stock 81.400,000 

Bonds 1,500.000 

Slock  to  complete  jo  Williamsport .50(1,000 


$3,400,000 
Deduct  from  this  the  value  of  the  coal 
lands 100000 


S3  300,000 

Or  for  the  whole  distance,  ninety-three  miles.  §35,- 
483  per  mile. 

The  coal  lands  are  probably  very  much  under- 
rated, but  as  ii  is  desirable  to  avoid  speculative  pri- 
ces at  a  time  when  there  is  a  good  deal  of  exoite- 
meniin  this  kind  of  property,  this  low  estimate  has 
bten  put  upon  this  portion  ol  the  company's  assets 

Sla88acliii8etts. 

Boston  and  Worcester  Railroad. — The  twenty- 
third  annual  report  of  the  Uirectors  of  the  B 'Ston 
aud  Worcester  railroad  corporation  has  been  issu 
ed.  From  this  report  it  appears  that  the  income 
from  business  on  the  main  road  and  branches,  and 
lor  transoortation  jointly  with  other  roads,  fur  the 
year  ending  Nov.  30,  18j2,  was  S758,819  47.  The 
expenses  of  working  the  road  have  been  S409.741) 
28.  leaving  as  the  net  income,  §349  07'J  ID.  S3i2 
782  42  has  been  appropriated  to  the  payment  of  in 
terest,  leaving  a  balance  to  the  reserved  in.^dme  ol 
SI6  206  77.  Total  income  reserved,  §100  G26  76. 
The  funded  debt  of  the  company  is  «i;  125,000,  an.l 
the  floating  dfbt  $1 15  i)16  2i).  Toial,  S540.'Jlfi  29 
Excess  ol  means  over  the  debt,  S80,628  92.  Bet  ines 
which  it  has  fuel  and  materials  fur  working  th; 
road,  $102,955  85.  750  shares  of  stork  authorized 
to  be  issued  with  convertible  'uonds,  S75  000.  Land 
account,  $252  979  81,  making  the  total  a^'-eis,  be 
sides  ihe  road  and  equipments,  including  Inna  noi 
used  for  railroad  purposes,  and  deducting  debts, 
$511,564  58.  The  directors  say  that  the  statement- 
they  pres-nt,  show  that  the  receipts  ol  the  last  year 
have  exceeded  those  of  the  preceding  year  by  a 
small  sum,  but  the  tonnage  aiul  passen^rcrs  have  in- 
creased in  a  larger  ratio.  The  redutlion  of  the 
rates  of  fare  and  freight  by  the  competing  roacsthe 
directors  have  endeavored  to  arrest,  and  to  main- 
tain and  establish  such  just  rales  as  will  give  the 
capital  under  their  charge  a  fair  remuneration. 


F'all  River  Railroad. — At  the  annual  meeting  of 
the  stockholders  of  this  company,  on  the  21.st,  the 
old  board  was  unanimously  re-elected  directors  lor 
the  ensuing  jear. 

A  committee,  consisting  of  Messrs.  Hathaway, 
Borden,  Aklen,  Gilbert,  and  Shaw,  upon  the  exten- 
sion of  the  road  into  Boston,  reported  three  resolu 
tions,  which,  as  finally  amended,  were  pas.sed  as 
follows: — 

Resolved,  That  the  directors  of  the  Fall  River 
railroad  comnapy  be  authorised  to  go  into  a  nego- 
tiation with  the  cireclors  of  the  Old  Colony  railroad 
tor  a  nei7  contract  for  runnin?  their  cars  over  the 
Old  Colony  track  from  South  Braintree  to  Boston, 
depot  and  other  accommodations,  tor  a  term  of— 
years,  alter  the  expiration  of  the  present  cotitract. 
and  il  such  contract  can  be  elf'fcted  on  equitable 
terms  that  they  be  authorised  to  close  the  same. 

R?solve.J,  That  the  ilirectors,  if  they  deem  it  ex- 
pedient, shall  make  or  cau.>.e  to  be  made,  a  detailed 
survey  and  careful  estimates  for  the  location  of  an 
independent  track  into  Bostun,  with  depot  accom- 
mofiaiicn?  included. 

Resolved,  That  when  such  survey  and  estimate 
shall  be  compkitd,  it  they  siiail  appear  to  the  di- 
rectors feasible,  it  the  required  outlay  be  not  dis 
profwrlioned  to  the  income,  and  if  a  contract  shall 
itot  have  been  negotiated,  they,  the  directors  shall, 
it  an  early  day,  apply  toJhe  legislature  for  author- 
ity to  locate  the  same,  and  fo'  the  completioa  of  the 
enterprise. 

Worcester  and  Nas/iua  Railroarl.~Thf.  stockhold- 
ers of  the  above  named  corporation  metat  Worces- 
t-r  on  Thursday.  The  following  directors  were 
chosen  for  the  ensuing  year: 

Alexander  De  Wi't.  Oxford;  Stephen  Salisbury, 
Worcester;  Abijah  E.  Hildreth.  Groton ;  J,<cob 
Pishir,  Laneas^ter;  George  T.  Rice,  Worcester; 
Francis  H.  Dewey  Worcester;  Seth  W.  Fow)e, 
Bo~ff  n  ;Geo.  Bowen,  Worcester,  and  Thos.  Chase, 
of  Nashua. 

Voted,  That  all  holders  of  the  365  shares  of  un- 
nrelerj^ed  stock,  on  their  surrender  of  five  shares  ol 
ihe  old  .stock,  and  the  payment  of  $100  with  inte- 
rest on  the  sam- from  the  1st  of  December  last, 
shall  receive  a  ceriilieate  of  six  shares  of  preferred 
sock,  entitled  lo  dividends,  atttr  such  surrender 
shall  have  been  made. 

The  road  is  state  i  bv  the  report  of  the  directors 
to  be  in  in  a  flourishing  condition.  The  income 
for  the  past  year  was  $162,109  20;  expenditures 
S95.209  20;  two  dividenos  Sf^O  325  50;  leaving 
$547  50 — to  which  add  balance  of  reserved  earn- 
ings SI2,7S0  22,  and  the  total  reserved  earnings  art 
$13,354  72. 
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Finaneea  of  Sew  Tork. 

Debts  of  tAc  several  Firnds  — Th  •  fidlowing  is  a 
>tatement  of  the  debts  of  the  several  funds  of  the 
State  as  per  the  Comptroller's  report :  ^ 
Increase  of  general  Fund  debt  from 

183510  1H.V2 , $5,520. 7f4  30 

Total  pf  canal  debt  in  1835 6  328.056  19 

In  fb52 .15,501,269  16 

Besides  this  there  are  the  canal  certifi- 
cates      1 ,50  ),000  00 

Inrlucieu  i.i  the  above  increase  of  the  general  fund 
debt  are  the  following  : 

New  York  and  Erie  railroad $3,000  000 

Canajoharie  and  Catskil! 200  000 

lihaca  and  Owego 315,700 

The  total  debt  of  the  State  is  : — 

General  fund  debt $6  389,693  32; 

Canal  debt .■ 15,501,269  16 

Canal  revenue  certificates 1,500  000  00 

933  036  16 
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Table  showing  the  pr 
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Difference  in  favor  of  Loi}isvi!!e 

loute 

The  average  rare  of  freighk  from 
New  Orleans  is  50  cents  ler  100 
lbs.,  making  the  piestiit  extra 
rate  of  freight 

After  the  l.^t  of  March  tht  rates 
will  be  reduced  by  the  Lot  isville 
route  10  cents  per  hundrei  o"  50. 
000  lbs 

Difference  in  time  in  favor  (I  Lou- 
isville route  forty-five  day;  tqual 
to  one  and  a  half  rnu:iih>  iliteresl 
on  $4,500 


$611  50 


Difference  still  in  Ovor  of 
ville,  after  dt.iuctiug  tii 
rale  of  treights  from  New 
ans  576  22 

Louisville  527  75 
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wOLitingent  fund  d'-"bt. 


$24,323,998  64! 
The  Hudson  and  Berkshire  railroad  company! 
have  ceased  to  pay  the  iniertst  on  the  $150  000  5j ' 
per  cent.  Joan;  anl  the  New  York  and  Erie  rail- 
road ceased  lo  pay  interest  oa  their  $3,000  000  loan  '■ 
in  1842.      -  '  ! 
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give  another  puriion  of  the  trade  ol  that  rich  por- 
tion ot  Indiana  to  that  city.  If.  our  merchanls  am! 
busine>s  men  would  ftain  that  profitable  tradt-. 
they  will  adv,ince  that  object  by  aiding  this  com 
pany  in  organizini».  and  with  the  "  material  aid" 
lor  pushing  th^ir  work  on  vigorously.  The  line  is 
where  a  road  can  be  easily  made  ready  (or  the  iron 
at  not  excpcding  S3,000  a  mile.  The  citizens 
along  the  line  will  taKe  hold  themselves.  They 
^•TP'  ''ncouragement  and  assistance. —  Ci^tcinnali 
Gazelle. 


American    Railroad  Journal. 


Satvrdajr,  Janaary  SO,  1893. 

Ilailroadd  la  IllinoU*         I 

The  present  time  alFords  increasing  facilities  (or 
Itransportation,  compared  with  those  pieviously 
javailable,  r.ot  only  certain  and  cheap,  l[>ui  at  all 

'seasons  of  the  year.  I 

'  "  '  J. 

Formerly,  tho-e  sections  lying  remote  from  riv- 

lers  were  compelied,  bv  the  iEri;at  cost  of  trauspur- 
Itation.  to  forego  the  advantages  of  a  foreign  mar- 
ket, and  only  produced  what  could  be  safely  con- 
sumed at  home  or  in  the  imn)ediate  vicinity. 

The  introduction  ol  railroads  into  this  region  has 
entirely  changed  the  currents  ol' trade  and  the  modj 
of  business  in  those  sections,  where  railroad  con- 
veyance can  be  rtlied  upon,  the  whole  year. 

The  farmer  now  retains  his  corn,  hay  and  pork, 
until  the  state  of  the  mark-Jt  \varrants  the  sale  at 
the  most  remunerative  prices,  and  tiften  the  pur- 
chaser proceeds  to  the  farmer,  for  the  purpose  of 
contracting  the  delivery  at  certain  times,  thus  re 
lieving  him  from  the  loss  of  time  and  the  expense  ol 
pi  tedious  journey  to  mark:>t,  whijehis  valuable  time 
is  most  desirable  at  home  ti>  gather  his  harvest  or 
jDVersee  his  domestic  concerns. 

These  improvements  not  only  benefit  the  agri- 
cultuiist,  but  the  mechanic  ai)d  merchant  in  his 
vocation.  The  great  amount  of  mechanical  work 
md  skill  required  in  the  construction  and  apparatus 
[)1  railroads  is  now  So  fully  knoivn.  that  it  is  super- 
Quous  tortierto  it  in  detail ;  jet  stations,  shops, 
ingines,  car.i,  etc.,  must  be  constructed  and  kept  in 
lonstanl  repair.  The  operation  of  railrnads  also 
requires  a  great  increase  o!  other  kinds  oi'convey- 
mce,  to  conned  with  them,  ami  aid  in  transporta- 
lion  to  acjacent  towns,  which  with  tha  natutal 
growth  of  places,  by  those  increased  facilities,  thus 
bccupying  buildings,  churches,  stores  and  other 
jstruttures.  afford  much  employment  lor  all  kinds  of 
jnechaiiics. 

The  merchant  is  not  the  less  a  gainer,  by  these 
jenterpriscs,  as  it  all  tends  to  increase  trade  and 
these  employe  J  in  the  construction  and  apparatus, 
joaust  be  supplied  with  food,  clothing  and  other  ar- 
licles  which  they  cannot  protiuce.  and  hence  must 
purchase  ot  the  nearest  and  most  available  market 
[hat  can  be  had. 

I  All  these  advantages  are  now  being  presented  to 
the  residents  of  the  western  states  in  the  construc- 
tion and  completion  of  these  new  and  beneficial 
pneans  of  connection  by  railroads.  The  large  pro- 
kwrtion  of  those  now  to  be  cousiructed,  are  relying 
upon  foreign  aid  from  capitalists  to  put  them  in  o})- 
ft^ration,  and  it  therefore  becomes  an  important  ques- 
iion  to  those  who  invest  as  to  what  lines  are,  and 
jwhat  are  not.  to  return  a  reasonable  dividend  on  the 
jrapital  employed. 

it  is  quite  certain  that  all   capnoi  be  remunera- 
iv-  at  present,  thtTeiore  there  itiu't  besoinediscn- 
inaiinn  in  selec'ing  such  as  hold  forth   upon  in 
e'tigatioii,  a  lair  prospect  of  securing  and  retain- 
Dg  the  traffic,  not  only  of  the  region  through  which 


they  are  constructed,  but  hope  to  obtain  some  pro- 
portion of  the  thruugh  business  of  the  routes  in  its 
direction.  There  are  now  many  competing  lines 
in  the  eastern  states  for  the  same  travel,  and  it  is 
found  from  practical  experience  it  requires  a  large 
amount  of  freight  and  passengers  tosupport  the  or- 
dinary expenses  of  a  well  managed  rottd,  yet  there 
are  many  main  lines  in  the  West  that  will  be  great 
routes,  and  profitable  to  all  interested,         "C." 

^9  Panama  Railroad. 

We  would  inform  cur  correspondents  as  well  as 
anonymous  scribblers,  that  they  entirely  mistake 
y\\fi  character  and  objects  of  our  articles  upon 
this  road.  Because  it  is  their  business  to  operate 
upon  the  market,  iliey  attribute  every  thing  that 
other  people  do  to  a  similar  motive.  They  very 
naturallv  judge  other  people  by  themselves. 

We  neither  said  nor  thought  anything  about  the 
value  uf  the  stock  of  this  road  in  writing  the  arti- 
cles referred  to.  For  aught  we  know,  it  may  be 
worth  t500  per  share. 

The  *jnly  issues  we  made  were  upon  the  question 
of  earning  a  dividend,  and  the  propriety  of  making 
an  exhibit  upon  declaring  one.  We  very  properly 
reasoned  that  such  omission  was  of  itself  presump- 
tive evWcnci  that  it  was  improperly  declared. 

We  are  ii  iy  satisfied  that  we  are  not  only  right, 
but  that  ever?  disinterested  person  will  sustain  us. 
Concealment  is  not  what  the  public  want,  however 
much  it  may  serve  personal  aims  and  interest. 
Flow  will  it  strike  a  foreigner,  to  learn  that  this 
company  refuse  all  knowledge  of  their  affairs  to 
the  public.  Should  he  be  a  stockholder  he  cannot 
examine  into  the  affairs  of  the  company,  and  he 
takes  the  public  journals  for  the  purpose  of  obtain- 
ing information  which  he  can  get  in  no  other  man- 
ner. All  will  agree  with  us  in  demanding  of  all 
companies  full  and  explicit  statements  of  their  af- 
fairs ufon  making  a  dividend.  The  directors  are 
not  infallible,  and  the  public  have  a  right  to  the 
evidence  upon  which  their  opinions  were  based,  to 
see  whether  they  have  been  mistaken  or  not.  Show 
your  hand«,  gentlemen. 


Unltiiuore  and  Ohio  Railroatl. 

The  directors  of  the  Philadelphia,  Wilmington 
and  Baltimore  Railro;id  Company  have  just  sub- 
mitted their  fifteenth  annual  report,  from  which  we 
give  the  following  details:  The  receipts  of  the  road 
for  the  year  end'ng  Nov.  30,  1852,  have  been  SCC7,- 
7o5  75;  expenses  S28^, 284  22;  interest  $134,000— 
Icavingt^et  earnings  of  £249,501  53.  Adding  to 
this  the  surplus  of  1851,  S55,lf)8  16,  and  we  have  a 
balance  of  S301,G99  C9  on  the  main  road.  The 
New-Castle  line  shows  receipts  of  S'J2,077  71, 
against  expenses  and  interest  of  5120,760  48, 
which  reduces  the  amount  of  surplus  to  §270,010- 
92.  From  this,  two  dividends  of  2  per  cent,  each 
have  b3cn  paid,  and  the  surplus  remaining  is  Sfl4.- 
624  92— increased  to  $129,624  92  by  sale  of  steam- 
boat George  Washington  for  $15,000.  Amount 
carried,lo  reserved  fund,  874,874  25.  The  revenue 
ol  bi'lh  lints  as  compared  with  that  of  last  year, 
shows  an  increase  of  841,853  04  in  the  aggregate. 
In  our(1}ext  is«ue  we  shall  give  the  report  mere  in 
detail.  \ 


Iiawrenceburi;  and  Upper   MiHiilasippi  H.  K. 

At  the  annual  election  held  at  Greensburgh  recent- 
ly, the  following  persons  were  elected  directors  of 
this  company :  Geo.  U.  Dunn,  Levin  B.  Lewis, 
David  Neviit.  James  B.  Foley.  Joseph  G.  MonftTt, 
James  E  Hamilton,  James  M.  Ray,  Harvey  Bates, 
and  Wjlliam  Robson. 


Orders  Forwarded  for    Rail- 
Road  Iron,  etc. 

THE  undersigned  will  receive  and  forward  orders 
for  the  purchase  of  Railroad  Iron,  and  Metals 
generally,  through  the  medium  of  his  friends  in  Lon- 
don. JOH.V  H.  HICKS, 
Jan.  27,  1851.  90  Beaver  st. 

3 ,buo  Tons  Railroad  Iron. 

THE  undersie:ned  is  prepared  to  contract  on  behalf 
of  the  manufacturers  in  England,  for  the  above 
quantity  of  T  Rails,  to  be  delivered  at  a  port  in  Wales. 
For  terms,  apply  to  JOHIN  H    HICKS, 

Jan.  27,  1«53.  90  Beaver  st. 

Brass  Tubes  for  I^oconiotiTe  & 
]>larine  Boilers. 

THE  undersigned,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  Messrs. 
Allen,  Everett  &  Son,  of  Birmingham,  is  prepared  to 
take  orders  for  Brass  Tubes  of  all  diameters  for  Ma- 
rine and  Loooniotivn  Engines,  which  will  be  supplied 
on  the  most  favorable  terms,  and  from  thn  established 
reputation  of  the  above  Firm  «or  superior  quality  and 
workmanship,  he  has  no  doubt  entire  satisfaction  will 
be  given.  These  Tubes  are  found  to  answer  well,  and 
i.xe  now  in  most  general  use  in  England,  they  last 
much  longer  than  iron,  and  when  worn  out,  realize 
fully  half  the  amount  for  old  m.?tal.  P'or  further  par- 
ticulars and  inspection  of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
Jan.  27,  1853  90  Beaver  st. 


RalSroads  in  Lonialana. 

We  extract  from  the  New  Orleans  Commercial 
Bulletin  the  present  state  of  the  two  great  roads  on 
which,  as  that  paper  justly  remarks  bangs  the 
destiny  of  New  Orleans.  Of  the  New  Orleans, 
Jackson  and  Northern  railroad,  eighty-seven  miles 
are  under  contract,  .seven  hundred  laborers  are  now 
employed  on  it,  and  the  number  daily  increasing. 
From  this  place  to  Pass  Manshac  there  are  about 
three  hundred  employed,  and  beyond  that  point 
there  will  be  by  the  1st  of  next  month  about  a 
thousand  hands  at  work.  Fifty  miles  of  the  dis- 
tance is  taken  by  one  contractor,  an  energetic  eo- 
ahead  man,  who  will  be  sure  to  fulfil  his  engage- 
ments. Contracts  are  made  to  have  the  road  fin- 
ished to  the  State  line  within  the  current  year. 
Three  parties  of  engineers  are  engaged  in  locating 
the  route  from  the  State  line  to  Jackson,  which 
will  probably  be  ready  for  contract  by  the  first  of 
March  The  iron  that  is  required  for  present  use 
is  purcba.sed,  and  the  whole  work  is  in  as  progres- 
sive a  state  as  its  friends  could  desire. 

Of  the  Opelousas  road  53  miles  have  been  put 
under  contiact,  of  which  the  grading  of  30  miles 
has  been  completed,  and  the  remainder  is  being 
finished  at  the  rate  of  three  miles  per  week. 

The  laying  of  the  track  will  be  begun  as  soon  as 
a  porlicn  of  the  iron  is  received,  which  is  expect- 
ed will  arrive  in  the  course  of  a  month.  The  line 
as  far  as  Washington,  a  distance  of  17S  miles, 
will  all  be  ready  for  contract  by  the  1st  of  March. 
It  is  expected  to  get  the  road  in  operation  to  Ber- 
wick's Bay,  82  miles,  by  January,  1854. 

The  line  located,  is  a  remarkably  favorable  one, 
and  its  cost  will  not  exceed  j:i5,000  per  mile,  even 
at  the  present  high  prices  of  iron.  It  will  be  built 
in  the  most  thorough  and  substantial  manner,  using 
a  heavy  T  rail  of  67  lbs.  per  yard. 

The  finances  ot  the  road  are  in  good  condition  : 
all  contracts  have  been  paia  up  to  the  Isi  of  Janu- 
ary, a  balance  of  S70,000  is  now  on  deposit;  all 
of  the  facts,  however,  will  be  fully  detailed  in  the 
forthcoming  report,  which  will  be  a  d.x;ument  of 
remarkable  interest. 

According  to  this  data  the  Opelousas  road  is  in 
a  most  flourishing  condition,  and  the  work  on  it  has 
been  pushed  forward  with  most  cone  mendable  energy 
and  diligence.    The  private  subscriptions  amouat 


AMBRicAU   Railroad  jourmail. 


to  S760,000,  which,  when  added  to  the  $1,500,000 
voted  by  the  city  of  New  Orleans,  and  the  sums 
voted  by  the  various  Parishes,  will  swell  the  sum 
total  to  about  the  amount  limited  by  the  charter- 
three  millions  of  dollars. 


NeiiT  Yorlt. 


CITY  SECURITIES— BO^■DS 


RAILROAD   CONTRACTS. 

THE  MOBILE  AND  OHIO   RAILROAD  CO 

HEREBY  OKFER  FOR  CONTRACT  THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OF  67  miles  more  of  their  road  in  North  Missis- 
sippi, extending  from  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  State  Line,  and 
passing  through  Itawamba  and  Ti>hanningo  Coun- 
ties. 

Also,  ll8i  miles  more  of  said  road  in  the  western 
District  ot  Tennessee,  and  parsing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nessee on  and  after  the  1st  of  March,  aad  in  Missis- 
sippi on  and  after  25!h  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibil- 
ed,  proposals  received   under  seal,  and   contracts 
made  at  the  following  times  and  places,  to  wit: 
March  10th  to  19th  inclusiv--,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  20th  to  30th,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and  McNai- 
ry  counties. 
April  5ih  to  5th,  inclusive,  at  Carrolville,  Tisha- 
niingo  coiintv,  Miss.,  for  line  through  Ila-. 
wamba  and  Tishamingo  counties. 

Profiles  can  be  seen,  and  other  information  ob- 
tained, as  follows:— After  1st  of  March  : 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  of  Mr.  Stevens,  Eogineer, 
And  after  25th  March, 

At  Carrolville,  of  the  Resident  Engineer. 
.  Some  portions  of  the  ISoJ  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  filling*!,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  togeihcf  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  tenfvperate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 

New  York  January  28,  1853. 


Sale  of  the  Troy  and  Schenectady  RaUroad.-^We  I  f  If''-  .^"r.    VbVl'-lsSl 
learn  Irom  the  Troy  papers  that  the  following  were  AL^anyO",  . 

the  terms  of  this  purchase  :— Hon.  E  D.  Morgan, 
president  of  the  Hudson  River  railroad,  buys  it  for 
§200,000,  the  sum  of  $50,000  having  been  paid 
down— the  other  $150,000  to  remain  without  inter- 
est for  five  years— then  to  draw  interest  at  six  per 
cent.,  payable  semi-annually,  until  1867,  when  the 
principal  is  to  bo  paid— the  puichasin?  party  to 
pay  sooner  if  desire!,  on  giving  three  months  no- 
tice. It  is  secured  in  the  agreement  that  four  pas- 
senger trains  shall  be  run  over  the  road  daily, 
(Sundays  excepted,)  so  as  to  keep  up  a  connection 
with  the  western  roads— such  connection  to  be 
maintained  as  perfectly  as  it  is  row  in  all  respects. 
The  sale  was  ratified  by  the  Common  Council  at  a 
special  meeting,  by  a  vote  of  14  to  3. 


Cincinnati  t}'«- 

St.  Louis..* • 

Louisville  tJ's  IBbO 

Pittsburg  6's.  If-H9-I87l.. 

New  York  7's,  1857 

New  York  5  s,  !H.58-'60... 
New  York  5's,  1870-'75... 

New  York  5's,  l!s90 

Fire  loan  5"s  I88t> 

Philadelphia  6's,  1876-'90. 

Baltimore  l870-'90 

Boston  5's 
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stock  auid  Alone  jr  Market* 

There  is  a  good  state  of  feeling  in  the  money 
market,  with  an  increased  activity  among  fancy 
stocks,  and  an  active  demand  for  good  securities  for 
investment.  The  market  is  by  no  means  over- 
stocked with  what  may  be  termed  first  class  securi- 
ties, and  we  want  these,  much  attention  is  now 
being  turned  toward  sUkKs,  particularly  those  in 
new  projects,  which  can  now  be  purchased  at  com- 
paratively low  rates,  and  which  promise  a  rapid 
advance,  as  soon  as  the  roads  begin  to  develop  their 
resources.  ": 

In  reference  to  the  v«lue  of  the  stock  of  our  rail- 
roads, as  well  as  their  securities,  we  beg  to  call  at- 
tention to  the  article  upon  the  first  page  of  the 
Journal, 


Railway  Share  &  Stock  List; 

CORRECTED   WEEKLY   FOR  THE 

AMERICAN    RAILROAD    JOURJTAli. 


RAILROAD  BPNDS 
Erie  1st  mor'ga^re,  7's,  1867 
Erie  2d  moilgaije,  7's,  1859. 

Erie  incomv.-  7's,  IbSS 

Erie  conveitibie  t»onds,  7 
Hudson  Ri.ei  1st  mort.,  7's 
Hudson  River  2d  mort.,  7's.  Ij60 
Nfw  York  and  New  Haven  Tfs,  IWil 

Reading  6's,  1870 

Reading  mortgage,  6's,  lb(>0. 
Michigan  ('eritral.  converiibi 
Michigan  South'-ni,  7's,  1860 
Cleveland,  Col.  a«id  Cin.  7's 
Cleveland  and  Pittsburg  7's, 
Ohio  antj  Pejinsylvania  7's, 
Ohio  Central  7's.  1861 


ia59. 

1360.. 
1^5  . 


RAILROAD  STfOCKS. 

[C0RRF,C1ED  FOB  WEDNESDi  Y 


To  Contractors. 

SEALED  Proposals  will  be  received  at  the  office 
of  the  Maysville  and  Big  Sandy  Railroad  Com- 
pany, in  the  city  of  Maysville,  Kentucky,  until 
Saturday.  April  2nd,  1843,  at  sundown,  for  Gradu- 
ation and  Masonry  of  Fifty-one  miles  of  the  road, 
between  Maysville  and  Springvillc,  (opposite  Ports 
mouth,  Ohio.)  Plans,  Profiles  and  Specifications 
will  be  ready  for  inspection  for  two  weeks  before 
the  day  of  letting. 

The  line  from  Springvillc  to  the  mouth  of  Big 
Sandy  river  will  be  put  under  contract  as  soon  as 
this  company  receive  reliable  assurance  ot  being 
met  at  that  point  by  the  Virginia  Central  Railroad. 
Bv  order  of  the  Bonrd  of  Directors, 
THOMAS  B.  STEVENSON,  President. 
CHAS.   B.   CHILDE,    Chief   Engineer. 
James  A.  Lee,  Secretary. 
January  20,  >853. 

Alleghany-  Valley  Railroad. 

Messrs.  Tilden  and  Yojing,  ol  Boston,  have  ta- 
ken the  contract  for  building  the  Alleghany  Valley 
railroad,  from  Attica  to  Olean,70  miics  for  the  sum 
of  SI, 500,000.— They  are  to  receive  S800,000  in 
stock,  S500,000  in  bonds,  and  S200,000  in  cash. 


NEW  YORK,  JANUARY  29,  1853. 

GOVERNMENT  AND  STATE  SECURITIES. 

U.S.  5's,  1653 lOOj 

U.S.  6's,  1856 108i 

U.  S.  6's,  ltib-.6 1141 

U.  S.  6's,  1862— coupon 115 

U.S.  6's.  1867 1I9J 

U.S.  6's,  1868 120 

U.  S.  6's,  lir;68— coupon 120 

Indiana  5's 102 

Indiana  2i 59 

"      Canalloan6's 97 

"      Canal  preferred  5's 41 

Alabama  5's 98 

Illinois  6's,  1847 88 

Illinois  6's — interest 60 

Kentucky  6's,  1871 HOj 

Maryland  6's ....109| 

New  York  6's,  1854-5 108 

New  York  6's,  18;  0-'6U'62 lUi 

New  York  6's,  1864-'65 n9j 

New  York  6's,  J  v-  1866 119* 

New  York  5j's,  1860-'61 Jll 

New  York  54's,  1865 112 

New  York  5's,  l&54-'55 108 

New  York  5's,  l858-'60-'62 110 

New  York  5's,  1866 114 

New  York  4j's,  1858- '59  '64 ,  ....101 

Canal  certificates,  6's,  1861 ■—— 

Ohio  6's,  1856 105} 

Ohio  6's,  1860 109* 

Ohio  6's,  1870 116 

Onio6's,  1875 116 

Ohio  5's,  1865 106 

Ohio  7's,  1851 lOSj 

Pennsylvania  5's 97* 

Pennsylvania  6's,  1847.-'53 lOl" 

Pennsylvania  6's,  1879 994 

Tennessee  5's 94 

Tennessee  6's,  1880 108 

Virginia  6's,  1886 110 


Albany  and  S-henectady. .. 

Boston  and  Maine 

Boston  and  Lowell 

Boston  and  Worcester 

Boston  and  Providence  .... 

Baltimore  and  Ohio 

Baltimore  and  Susquehanua 
Cleveland  and  Columbus,.. 

Columbus  and  Xenia 

Camden  and  Aniboy 

Delaware  and  Hudson  .^cana 

Eastern , 

Erie 

Fall  River 

Fiichburgh 

Georgia 

Georgia  Central 

Harlom 

"      preferred 

Hartford  and  New  Haven.. 

Housatonic  (preferred) 

Hudson  River 

Little  Miami 

Long  Island 

Mad  River 

Madison  and  Indianapolis.. 

Michigan  Central 

Michigan  Southern 

New  York  and  New  Haven 

New  jersey 

Nashua  and  Lowell 

New  Bedford  and  Taunton  . 
Norwich  and  Worcester .... 

Ogdensburgh 

Pennsylvania 

Philadelphia,  Wilm'gton  &. 

Petersburg 

Richmond  and  Fredericksbu 
Richmond  and  Petersburg 

Reading 

Rochester  and  Syracuse . . .'. 

Stonington 

South  Carolina 

Syracuse  and  Utica 

Taunton  Branch 

Utica  and  Schenectady 

Vermont  Central 

Vermont  and  Massachusetts 

Virginia  Central 

Western 

Wilmington  and  Rak-igb  .. 


Railroad    I.H 

Our  readers  will  find  an 
variety  of  railroad  Lanterns 
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AMERICAN    RAILROAD    JOURNAL. 


state  Poltcy  of  llllneia. 

The  Alton  Telegraph  has  a  long  article  in  refer- 
ence to  a  recent  one  in  the  Journal,  upon  the  Illi- 
nois Siate  Policy,  and  the  bon  :s  ot  theTerre  Haute 
and  Alton  railroad.  It  cannot  be  called  a  reply — 
only  a  mere  mess  of  verbiage,  without  point  or 
meaning;  a  sort  ot  repeiiiiun  of  our  arguments. 
Aviihout  an  attempt  at  refutation. 

In  reference  to  the  "  State  policy,"  our  position 
is  simply  this: — A  portion  of  the  people  of  Illinois 
wish  to  construct  a  railroad  from  Terre  Haute  to 
St.  Louis.  This  road  is  required  to  meet  the  wants 
of  the  people  upon  its  route.  It  is  also  indispensa- 
ble to  at  least  10,000  miles  of  road  in  operation, 
and  as  many  more  in  progrws  in  the  central  and 
northern  States.  Nine-tenths  of  our  subscribers 
are  directly  interested  in  its  construction.  So  press- 
ing is  the  necessity  for  this  road,  that  patties  out 
of  the  State  stand  ready  to  build  and  equip  it  with- 
out callirig  upon  the  people  of  Illinois  lor  a  penny. 
But  the  authority  to  build  this  road  is  refused. 
on  the  ground  that  its  tendency  would  be  to  carry 
the  trade  of  the  central  portions  of  the  Slate  to  Si. 
Louis;  in  other  words,  it  would  help  people  to  the 

f  very  market  to  which  they  wish  to  ro!  But  \\\'\> 
city  is  outside  of  the  State  of  Illinois;  and  a*  rail- 
roads are  supposed  to  build  large  cities,  and  a!> 
large  cities  are  supposed  to  be  advantageous  to  the 
community  in  wh'ch  they  are  situated,  the  State  ot 
Illinois  some  years  since  devised  a  '  State  policy," 
by  which  it  was  proposed  to  make  all  its  railroads 
subservient  to  the  building  up  of  rfoOTCi/tc  cities,  iu- 

j  stead  ol  foreign.  A  number  of  sites  lor  such  future 
cities  Were  selected,  and  a  system  of  improvements 
so  framed  as  to  terminate  at  'hem,  with  the  expec- 
tation that  the  routes  of  commerce,  and  the  growih 

i  of  cities,  could  be  made  dependent  upon  Slate  leg 
islation  ! 

All  are  familiar  with  the  result.  The  whole 
scheme  proved  a  most  signal  and  disastrous  lai;ure, 
involving  the  State  in  bankruptcy  and  disgrace. 

\  The  people  of  the  State  became  so  disgosted  with 

j  their  ill-success,  and  so  convinced  of  their  in- 
capacity, and  in  tact  of  their  inability  to  con- 
struct railroads  on  State  account,  that  almost 
their  first  act  alter  recovering,  from  the  stunning 

'  effect  of  their  disasters,  was  to  re-raodel  their  con- 

I  stitution,  and  place  it  beyond  their  power  to  com- 
mit a  similar  folly. 

The  Slate  policy  failed,  as  must  all  similar  at- 
tempts that  seek  to  control  the  Jaws  of  trade  by  leg- 
islation.   So  must   the   attempt  to  constitute  the 

i Terre  Haute  and  Alton  railroad  the  only  avenue 
for  travel  and  commerce,  lail.  The  absurdity  oi 
the  thing  will  be  certain  to  effect  its  own  cure. 
The  idea  that  every  body  wishing  to  go  from  Ter- 
re Haute  to  St  Loui.*,  must  first  go  to  Alton,  to 
scatter  a  few  coppers  there,  to  houls,  porter*,  etc., 
etc.,  is  an  absurdity  which  a  large  portion  of  the 
State  must  see  and  acknowledge.  Tlie  rank  injus- 
tice of  refusing  to  the  people  of  a  large  and  impor- 
tant &ectioD  of  the  Stat",  the  advantages  of  railroads. 
\%  too  outrageous  to  be  tolerated  for  an  instant  at 


nonsense.     Ever  since   we    have   been   connected' main  so,  to  say  nothing  of  the  principle  of  ihe 
wiih  the  Journal,  have  we  uniformly  advocated  the  I  thing.  i 

passage  of  free  railroad  laws  by  aU  the  States,  as 


the  only  mode  by  which  monopolies  could  be 
avoided,  the  public  good,  instead  of  personal  and 
private  advantage  be  promoted,  and  as  the  certain 
means  of  preventing  the  construction  of  these 
works  being  carried  to  excess.  When  people  are 
left  free  to  act  according  to  their  convictions,  they 
seldom  err;  and  where  every  road  is  liable  to  a 
competing  line,  it  will  not  be  undertaken  without 
a  reasonable  expectation  of  profit,  and  the  line  se- 
lected will  be  the  best  possible  oue  bplween  the 
termini. 

But  upon  which  ever  side  of  the  controversy  jw- 
tice  njay  incline,  one  fact  is  certain,  that  \.\ie  public 
take  lour  view  of  the  matter.  The  pvilic  say  that 
"  we  do  not  want  to  go  to  St.  Louis  by  way  of  Al- 
ton, and  we  do  not  believe  that  the  State  of  Illinois 
will  ccmpel  us  to  do  so  "  The  jmblic,  believing 
that  the  straight  line  will  be  built,  will  not  help 
build  the  Terre  Haute  and  Alton  with  a  view  ol 
accomplishing  a  similar  object;  and  the  Alton  in- 
terest might  as  well  know,  first  as  last,  that  they 
cannol  expect  to  borrow  money  of  capitalists 
abroad,  at  the  same  time  they  are  sustaining  a  pol- 
icy directly  hostile  to  the  interests  of  such  capital- 
ists. The  entire  railroad  investment  in  the  north- 
ern, eastern  and  middle  States  have  a  direct  and 
immediate  interest  in  having  the  straight  line  built 
at  once;  and  our  monied  men  cannot  be  expected 
to  aid  an  interest  which  is  in  direct  conflict  with 
their  own.  If,  therefore,  Illinois  will  not  allow 
the  straight  line  between  Terre  Haute  and  the 
Mississippi,   to  be   built,  she    must  content   her 

No  line  but  the  straight 


ter  it  is  lully  understood.  Only  give  sufficient 
time  for  the  convictions  of  the  people  of  Illinois  to 
be  reached,  and  they  will  give  rights  ol  way  to  a 
dozen  companies,  if  wanted. 

If  the  Telegraph  supposed  that  we  are  going  to 
subscribe  lo  the  doctrine  of  thcj  "State  policy"  to 
which  ninety-nine  hundredths  of  our  readers  are 
opposed,  which  if  carri'^d  out  in  ail  the  State 
■would  put  an  end  at  once  to  railroad  construction 


self  with  none  at  all. 

line'&an  be  built  at  present,  and  until  the  people  ol 
Illinois  are  rich  enough  to  construct  their  o<vn 
roads  without  coming  lo  this  market  for  money. 

Alton  can  have  a  railroad  outlet  east,  if  she 
chooses.  The  straight  line  interest  offered,  by  way 
of  compromise,  tocunstiucta  main  stem  from  Ter- 
re Haute  lo  a  point  midw?y  between  Alton  and  St. 
Louis,  and  then  run  a  branch  to  each,  without  call- 
ing upon  the  former  for  a  cent.  Such,  we  are  in- 
formed are  the  facts.  Such  a  road  would  give  Al- 
ton a  fair  chance  with  St.  Louis  for  the  trade  of  the 
State.  The  refusal  of  this  proposition  shows  the 
true  character  of  the  opposition. 

The^  Telegraph  charges  our  opposition  to  the 
State  policy  as  being  influenced  by  interested  n»o- 
tives.  This  charge  is  so  utterly  unfounded,  that 
wo  should  not  bave  taken  the  trouble  to  contradict 
it,  but  for  its  con^^tant  repetition.  We  eipectea  bet- 
ter thiijgs  from  its  venerable  editor.  He  certainly 
is  poorly  employed  in  fabricating  untruths  of  his 
brethren  of  the  press.  So  far  from  having  any  di- 
rect interest  in  the  matter,  or  being  in  any  way 
cot?.nected  with,  or  under  obligations  to,  Messrs. 
Winslow,  Lanier  &  Co.,  or  Mr.  Brougb,  who  are 
supposed  to  be  the  leading  parties  in  the  straight 
line  project,  we  have  good  reason  for  believing 
that  th^  are  even  less  friendly  to  us  than  are  the 
friends  if  the  Terre  Haute  and  Alton  project,  which 
to  the  latter  must  be  a  sufficient  disclaimer  of  in- 
tercsled  mjtives. 

We  can  say  more.  We  defy  any  and  all  to  ad- 
duce one  particle  of  testimony  to  show  that  we  have 
ever  spoken  well  or  ill  of  any  project,  or  have 
placed  ourselves  under  the  slightest  obligations  to 
remain  silent  in  reference  to  any  project  whatever. 
We  have  had  ;,uflicient  experience  to  see  and  feel 


throughout  the  country,  it  is  greatly  mistaken,  and  the  advantage  of  being  entirely  independent,  and 
its  abuse  only  confirms  us  in  our  opposition  to  such 'we  arCcXully  satisfied  that  it  i*  for  our  interest  to  re- 


Baltlinorc  and  Ohio  Railroad. 

The  closing  o!  the  last  gap  of  railroad  uniting 
the  waters  of  the  Ohio  with  tide  water  at  Balti- 
more is  no  unimportant  event  in  the  history  of  the 
railroads  of  the  country.  The  progress  of  the  work 
has  been  identified  with  that  of  similar  ones  in  the 
United  States,  commenced  at  the  dawn  of  such  en- 
terprise here,  its  completion  is  contemporaneous 
with  the  growth  ot  the  system  to  a  period  of  such 
advancement,  as  is  attested  by  over  twenty-five 
thousand  mihs  of  railroad  track,  in  which  it  forms 
no  mean  connecting  trunk.  The  city  of  Baltimore 
has  pushed  steadily  along  this  great  work  and  the 
triumphant  congratulations  of  her  citizens  and  all 
locally  interested  are  not  only  natural  but  even 
praiseworthy  at  the  accomplishm'-Bt  of  this  grand 
monument  of  usefulness,  and  triumph  of  art  and 
unwearied  labor  over  what  not  many  years  ago 
seemed  insuperable  physical  barriers. 

The  corner  stone  was  laid  on  the  4th  of  July, 
18-28,  by  the  hand  of  Charles  Carroll  E>q.,  of  Car- 
roliton,  and  the  inscription  on  it  gives  a  bri  f  his- 
tory of  the  organization  and  incorporation  of  the 
Company. 

"This  stone  is  deposited  in  commemoration  of 
the  commencement  ol  the  Baltimore  and  Onio  rail- 
road, a  work  of  deep  and  vital  interest  to  the  Am- 
erican people.  Its  accomplishment  will  confer  the 
most  important  benefits  upon  this  nation,  by  facili- 
tating, diffusing  and  extending  its  social  intercourse, 
and  perpetuating  the  happy  union  of  these  Conled- 
f*rate  States.  The  first  general  meeting  of  the  citi- 
zens ot  Baltimore  to  confer  upon  the  adoption  of 
proper  moans  for  undertaking  th''s  magnificent 
work,  was  on  the  second  day  of  February,  1 8i7. 
An  act  of  incorporation,  by  the  State  of  Maryland, 
was  granted  February  28;h,  18'27.  and  was  con- 
firmed bj  the  State  of  Virginia  M  irch  8th,  18-29. 
Stock  was  subscribed  to  provide  funds  for  it*  exe- 
cution April  1st,  1M27.  The  first  Board  of  Direc- 
tors was  elected  April  23d.  1827.  The  comnany 
was  organized  24th  April,  1827.  An  examination 
of  the  country  was  commenced,  under  the  direc- 
tion of  Lieut.  Col.  Stephen  H.  Ling  and  Capt. 
Wm.  G.  McNeil,  U.  S.  Topographical  Engineers, 
and  Wm.  Howard,  U.  S.  Civil  Eneineer,  assisted 
by  Lieuts.  Barney,  Trimble  and  Dillehunt,  U.  S. 
Artillery,  and  Mr.  Harrison,  July  2<.l,  1827.  The 
actual  surveys  to  determine  the  route  were  begun 
by  the  same  officers,  with  the  additional  assistance 
of  Lieuts.  Cook,  Gwynn,  Hazard,  Fessender  and 
Thompson,  and  Mr.  Gwinn,  November 20rh,  1827. 

"  The  charter  of  the  Company  was  confirmed  by 
the  Stale  of  Pennsylvania  Feb.  22.  1828  The 
State  of  Maryland  lecame  a  stockholder  in  the 
Company,  by  subscribing  for  half  a  million  dollars 
of  iis  stock,  March  Gth,  182*^;  and  the  cinsiruction 
yi\  the  ri>ad  was  commenced  July  4th,  I82H,  under 
'he  management  of  the  following  named  Board  of 
Directors:  Philip  E.  Thomas,  Pr-sident;  Charleif 
Carroll,  of  CarroUion,  William  Paiierson,  Robert 
Oliver,  Alexander  B  own,  Isaac  McKim,  William 
Lorman.  George  Hoffman,  John  B.  Morris,  Taloott 
Jones,  William  Sleuari,  Solom<m  Etting,  Patrick 
McCauley;  George  Bro  «  n,  Treasurer." 

Of  the  first  board,  only  three  are  yet  living. 

The  road  was  opened  lo  the  places  menlioned,  at 
the  times  namad : 

Ellicou's  Mills,  May  22,  1830. 

Frederick,  December  1,  1831. 

Point  of  Rocks,  April  1,  1832. 

Harper's  Ferry.  D  cember  1,  J834. 

Blidensburg.  July  20  1834. 

Washington  City,  August  25.  1834. 

Opposite  Hanock,  June  f,  1842, 

Cumi)erland,  N<»vember  5.  1842. 

Piedmont,  July  21,  18.'»1.  ■ 

Fairmont,  Jtiii'^  22,  lrtS2. 

Wheeling,  January  10,  1853. 

On  thela.st  named  date  the  first  through  train  set 
out  from  Baltimore  destined  lor  the  Ohio,   convey- 
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ing  the  directors  and  orticers  ol  the  Company  and 
their iovited  guests,  aod  arrived  atWheeliog  early 
on  the  mrrninor  of  the  lilth  of  January.  At 
Wheeling  the  celebration  ot  the  event  was  con- 
nected with  a  banquet  and  speeches  (rom  the  dis- 
tinguisht^d  men  present  many  of  them  connected 
officially  with  the  road  and  its  managfoient. 

Oie  of  the  early  friends  of  the  pri)j>ct,  George 
Brown,  nam-ad  as  its  treasurer  on  the  corner  stone, 
gave  a  summary  ol  its  progress.  After  the  antici- 
pations of  the  citizens  of  Baltimore  in  reference  to 
the  proposed  Chesapea'ke  and  Ohio  canal,  bfgin  to 
be  dissipated,  on  the  report  o(  Gen.  Bernaid,  who 
examined  the  route,  and  about  the  latter  part  of  the 
month  of  July,  ISiij,  Mr  Brown  slates,  that  Phillip 
E.  Thomas  and  Evan  Thomas,  of  Baliimoie,  to- 
gether with  Wm.  Brown,  of  Liverpool,  and  him 
self,  collected  much  information  as  to  the  operation 
of  the  railroad  in  England.  It  was  finally  conclud- 
ed to  invite  25  )f  the  most  influential  meichanis,  to- 
gether with  some  oihtr  citizens  of  Baltimore,  to 
meet  lor  the  purpose  of  considering  this  in  forma 
tion.  The  meeting  took  place  on  the  l"2th  Febru- 
ary, 1827.  and  Philip  E.  Thomas,  Benjamin  C. 
Howard,  Geo.  Brown,  Talbot  Jjnco,  Joseph  W. 
Patterson,  Evan  Thomas  and  John  V.  L.  McMa 
hon  were  appointed  a  committee,  to  make  still  fur- 
ther investigations,  and  report  on  the  sul  ject.  Tfc-is 
report  afterwards  appeared  in  a  pamphlet,  embrac- 
ing the  proceedings  of  the  meeting  and  its  commit- 
tee. The  conclusion  arrived  at  was,  that  a  charter 
should  be  obtained,  and  a  company  organized  to 
construct  a  railroad  with  a  double  track,  from  the 
city  of  Baltimore  to  some  suitable  point  on  the 
Ohio  river,  by  the  most  eligible  route.  An  aypli- 
cation  lor  a  charter  was  made  to  the  Legislature  o( 
Maryland,  and  through  the  exertion  of  J.  V.  L.  Mc- 
Mahon  tecured.  The  company  was  organized  and 
Engineers  engaged  to  examine  the  country  over 
which  the  road  was  to  pass.  A  memorial  was  also 
addressed  to  Congress,  praying  for  aid  in  the  form 
ot  a  subscription  to  the  ftock  of  the  company  by  the 
United  States.  The  scheme  was  considered  vision- 
ary by  many  of  the  members  of  Congress,  and  no 
assistance  was  granted.  The  company,  thus  thrown 
on  their  own  resources,  sent  a  committee  to  exam- 
ine two  short  railroads— one  in  Massachusetts  and 
the  other  in  Pennsylvania— used  for  the  transpor- 
tation of  coal  and  iron.  On  the  return  of  this  com- 
mittee, they  reported  that  they  had  no  doubt  an  effi- 
cient railroad  could  be  constructed  from  Baltimore 
to  the  Ohio  river ;  tnd  they  were  confident  that  suf- 
ficient s<:ience  and  skill  could  be  found  in  our  coun 
try  for  its  successful  location  and  construction,  in 
the  American  Engineer,  Mr.  B:njarain  H.  Latrobe, 
a  native  of  Baltimore,  under  whose  superintend- 
ence these  anticipations  have  been  realized.  On 
completing  the  necessary  surveys,  the  road  was  lo- 
cated to  the  Point  of  Rocks,  on  the  Potomac  river, 
at  which  place  they  were  stopped  for  several  years, 
by  an  injunction  obtained  by  the  Chesapeake  and 
Ohio  canal  company. 

After  its  graduation  was  commenced,  the  work 
was  p.osccuted  with  great  energy.  Within  four 
miles  from  the  city  of  Baltimore,  a  high  dividing 
ridge  was  met,  which  required  to  be  cut  down  filty- 
four  feet  through  a  hard  indurated  clay,  and  involv- 
ed  an  unexpected  expenditure.  The  progress  of 
the  road  was  about  to  be  suspended  here,  when  10 
of  the  directors  off'-red  to  advance  S^iO.OOO  each, 
making  in  all  §200  000,  to  remove  the  difficulties, 
and  the  road  was  completed  to  the  Point  ol  Rocks. 

At  this  point  an  injunction  arrested  the  work; 
and  in  order  to  prevent  the  discouragements  that 


migh'.  lollow,  the  uirectors  ^aw  the  ntccsaiiy  ot 
opening  a  branch  road  to  the  city  ol  Washington, 
which  might  serve  as  a  link  in  the  great  line  ul 
travel,  and  afford  a  practical  demonj-lraiion  of  the 
railroad  system.  A  charter  was  obtained  f  r  this 
work,  and  it  was  early  put  under  construction. — 
The  funds  were  obtained  by  an  advance  of  stock 
by  the  State,  to  the  amount  of  S300  000.  and  by  au- 
thorizing the  company  to  borrow  one  million  ot 
dollar*:.  The  Slate  stock  wa«  r'radily  disposed  ot 
at  par.  tut  when  it  was  attempted  to  negotiate  the 
million  loan  it  was  not  found  practicable  to  do  so 
except  at  a  discount.  In  thi<  emergency  the  Pre- 
sident and  some  o.  the  direct  )rs  camt.'  f  )rwari.i,  and 
took  the  whole  amount  at  parwiihout  luriher  pub- 
licity; s;300,000  were  alierwards  sent  to  Brown, 
Shipley  &  Co.,  of  Liverpool,  and  were  the  first  R 
R.  securities  sent  from  this  side  of  the  water.  Mr. 
Brown  concluded  his  adJressby  bearing  testimony 
to  the  faithfulness  of  the  first  advo;^ates  of  the  m- 
terprise,  and  especially  of  Mr.  Thomas,  the  fir-t 
President  of  the  road. 

Mr.  B.  also  pre.'^'nted  a  flag  which  had  been  sen! 
with  a  note  Ixom  Mr.  Evan  Thomas,  explaining 
that  this  flag  had  been  displayed  on  the  car,  run  on 
the  Baltimore  and  Ohio  road  soon  after  it  was 
opened. 

The  speech  of  Mr.  Swann,  the  present  President 
of  the  road,  was  devoted  in  the  main  to  the  prose- 
cution of  the  work  west  of  Cumberland.  He  al- 
luded, however,  to  the  impressive  scene  of  the  com- 
mencement of  the  work  and  said. 

"  There  are  tho.se  present  who  witnessed  the  en- 
thusiasm which  atended  the  laying  ot  the  fiist  stone 
by  the  illustrious  Charles  Carroil,  of  Carrollton. 
clarum  et  venerabile  nojrun.  Mr.  Swann  here  pro- 
duced the  trowel  which  had  been  used  by  Mr.  Car- 
roll, and  preserved  by  the  company,  with  this  mem- 
orandum :  "  This  trottvl  was  used  by  Charles  Car 
roll,  ot  Carrollton,  to  lay  the  first  stone  of  the  Bal 
limore  and  Ohio  railroad,  July  4  1828."  Mr. 
John  B  Morris,  who  delivered  the  address  of  the 
President  and  directors  of  the  company,  took  occa- 
sion to  remark  upon  this  interesting  event : 

"In  the  full  possession  ol  his  power,  with  h's  commended  f.r  the  success 


feelings  and  affections  still  buoyant  and  warm,  he 
now  declared  that  the  proudest  act  of  his  life,  and 
the  most  important  in  its  consequences  to  his  coun- 
try, was  the  signature  of  Independence;  the  next 
the  laying  ol  the  first  stone  of  the  work  which  is  to 
perpetuate  the  union  of  the  American  State,  and 
make  the  East  and  the  West  as  one  household  in 
the  facilities  of  intercourse  and  the  feelings  of  mu- 
tual affection." 

In  1842,  the  'oad  was  carried  to  Cumberland, 
under  the  auspices  of  the  Hori.  Louis  McLane,  the 
immediate  predecessor  of  Mr.  S.,  and  in  1847,  iu 
company  with  Mr.  MeL.  and  a  committee  of  the 
board,  Mr.  Swann  states  that  he  visited  Whee'ling 
to  make  arrangements  for  re-commencing  the  work. 
In  1849  it  was  actually  put  in  progress  west  of  Cum- 
berland, and  the  impressions  of  the  President  on 
his  first  visit  to  the  line  of  the  road,  almost  shook 
his  faith  in  the  feasibility  of  the  woik. 

Another  remeniscence  of  President  Swana  is  the 
following  : 

The  next  most  important  epoch  in  the  progress 
of  this  road  was  the  working  of  the  high  grade  of 
116  feet.  We  were  told  the  story  of  a  man  who 
had  built  a  mill  without  first  ascertaining  wher^^ 
he  was  to  get  the  water  to  put  it  in  motion.  A  road 
was  being  constructed  at  a  cost  of  millions,  and  we 
were  yet  to  satisfy  the  public  that  we  could  make 
it  available  lor  locomotive  power. 

This  road  was  opened  to  Piedmont  in  July,  1851, 
when  it  was  thought  expedient  to  test  ihis  great' 
problem.  There  are  those  present  who  will  not  (oi-- 
get  that  interesting  occasion.  We  left  Baltimore 
with  a  large  company  of  our  municipal  authorities, 
and  the  leading  dignitaries  of  our  city.     Both  the 


Ciiiei  Eiiginer-r  anU  m>>e>I  liiouglu  u  aavisabie  if 
we  were  doomed  to  fall  in  his  last  effort  ibat  it 
^hould  be  in  good  company. 

The  train  having  reacn  c  the  fool  of  the  hpavy 
grade,  it  was  agreed  that  the  Zpk\  Engineer  should 
ake  his  stand  upon  ihe  engine,  where  in  the  event 
of  discomiiure.  he  might  co  leeal  his  shame  ib  the 
smoke  in  which  he  would  lOon  b"  enveloped,  t, 
on  the  other  hand;  who  was  most  likely  to  be  held 
responsible,  from  the  posit  on  which  I  'xcupied, 
ieeined  it  convenient  to  tak(  my  .-land  at  .qn  open 
Joor  o(  the  car,  with  a  view  o  a  more  ready  ar-cess 
to  the  woods. 

In  this  situation  wecomm  'need  rh**  ascent  of  the 
heavy  grade.  It  was  a  moir  ent  ol  intens-;  anxiety 
— not  a^  to  the  re-ult,  for  wi  knew  lull  well  what 
that  result  wouki  be;  Lul  as  to  the  efl  ct  of  any  ca- 
sual iiii'»hap.  hom  whatevt-r  :ause,  upoa  those  who 
were  so  anxiously  awaiting  the  is^u**.  As  good 
luck  won  tl  have  i',  h<»wever  the  iron  horse  ditf  his 
duly  without  faltering— the  summit  was  reachrd, 
and  the  hurrahs  of  the  multitude  proclaimed  that 
this  last  triumph  w.is  coinpt  ?te.  j 

As  to  tlk."  power  ot  oveic  ming  high  graded,  we 
claim  to  have  taught  a  lesson  to  the  world.  Dar- 
ing the  whoh  of  the  past  summer,  this  com|)any 
carried  the  United  States  Mj  it  over  a  grade  ol  530 
leet  to  the  mile,  without  the  lil  of  assistant  power, 
and  every  bar  of  iron  whit  h  was  laid  ui>on  the 
track,  between  the  Kingsw«  tnl  Tunnel  and  Fair- 
mont, was  passed  over  the  Mime. 

The  speech  concluded  wiih  a  tribute  to  the  en- 
ergy of  the  board  of  dire:tors  with  which  the 
speaker  had  been  associated  and  to  ihe  geniu«and 
skill  of  the  Chief  Engineer  Benjamin  H.  Latrobe 

i^*q-  .  i".    ^ 

We  copy  a  portion  of  K\\v  remarks  of  Mr.  La- 
trobe in  reply  to  a  complimentary  toast.  If  any 
one  has  a  right  to  speak  on  i  uch  occasions  it  i«  the 
successful  engineer. 

The  Baltimore  and  Ohi(  Railroad  is  at  length 
finished,  and  what  has  been  the  hope  ot  my  life  lor 
the  22  years  I  have  spent  in  itsst-rvice,  has  become 
a  sub.stantial  reality,  and  its  results  will  soon  be  an 
actual  fruition.  It  is  enougl  f ;<r  me  to  have  been 
partly  instrumf^ntal  in  bring  ng  this  great  event  to 
pass  ;  and  it  my  professiona  I  lite  were  nuw  to  end, 
I  should  have  accomplished  a  career  in  my  associ- 
ation   with    this  one   mighiy  woik.     I  have  been 

of  the  graJes.  and  for 


the  tunnels  and  the  bridges*,  f  this  road  :  but  there 
is  a  source  ot  pride  mure  giatelui  to  m-.-  just  now, 
in  that  1  have  Ueen  enabled  o  complete  the  line  at 
the  precise  time  I  had  promised.  No  daysot  grace, 
such  as  men  grant  each  ot  ler  in  the  commercial 
transactions  of  life,  were  iliowed  me,  and  none 
happily  were  wanted.  Th  ;  la>t  rail  was  laid  on 
Christmas  eve — the  tired  men  who  laid  it  had  their 
Christmas  holyday  unbroken,  (and  it  was  to  ihem 
a  uay  of  rest  as  well  as  of  «  njoyment.)  and  o*i  the 
first  day  of  January,  1853,  trie  to  the  time  appoint- 
ed two  yeajs  belore,  'he  first  passt- nger  train  irom 
Baliim  re  arrived  upon  the  bank  of  Wheeling 
Creek,  in  your  ciiy.  There  was  no  contrivance  of 
mine  in  this;  it  was  but  ih  ?  final  consequeoce  of 
a  series  of  exertions  with  few  parallels,  p^iha]»s,  in 
the  history  of  such  wo.-'ks.  We  did  our  b^si  ib  ac- 
complish ita.monih  earlier- -a  week  earlier a  day 

earlier— ail  would  not  do— l  le  BalUmoreaud  Ohio 
Railroad  was,  it  seems,  to  befinished  or.  the  first 
of  January,  1853,  as  promised;  and  it  wa-  soiin- 
ished  in  lact.  I  have  not.  however,  a  right  to  call 
it  finished.  No  railroad,  in(  eed,  i-  finished  while 
the  trade  for  which  it  was  consructed  con  inUes  to 
grow;  and  progress  is  the  genius  of  our  people. 
But  this  road  is  unfinished  ii  a  stricter  sense.  You 
have  witnessed  the  cxpeuiens  by  which  its  ini;om- 
plete  parts  have  been  made  t  mporarilv  to  perform 
their  intended  purposes;  an(  i  am  consoled  for  the 
necessity  of  their  use  by  th '  development  cl  the 
valuable  principles  of  engineering  ^cience  which 
they  have  been  the  means  of  illustrating,  not  only 
in  ihe  road  which  has  been  >u:lt,  but  in  the  noble 
machines  which  gave  it  lilc.  It  only  remains  for 
me  ii«  replace  them  by  the  pi  nnaneut  works  wthich 
are  to  succeed  them;  and  t  len  I  shall  leel  that  I 
have  manlully  performed  iny  duty,  and  entitlvd 
myself  to  an  honorable  disn  ission  from  a  sefvice 
which  will  need  me  no  long  sr. 


II  ««fi^  m^'-^i.*'"w\if':'* .".( (WM»i,'  K»B.*'y'-'w»J^'iV'"^ 


TJv*'^ -I 


>?*■    '»■',  '  -v  V  «?^  ■ 


76 


AMERICAN    RAILROAD    JOURNAL. 


We  have  already  described  that  portion  oJ  the 
work  which  extends  from  Cumberland  to  Pair- 
moai  ill  the  copy  of  the  Railroad  Journal  lor  3d 
July  1852,  and  shall  confine  ourselves  lor  the  mosi 
part  to  giving:  a  rapid  sketch  ot  the  whole  road, 
more  especially  the  westcnu  section  just  opened. 
The  Baltimore  and  Ohio  railroad  is  about  379 
miles  in  k'n^th  and  although  considerable  heavy 
worij  exists  on  the  179  miles  up  to  Cumberland,  es- 
cially  in  the  immediate  ncig:hborhood  of  the  city  of 
Baltimore  no  tormidable  dillicultiesarc  met  with 
on  the  ascent  to  the  base  ot  the  Alleghany  ridges. 
The  remaining  two  hundred  miles  Jrom  Cumber- 
land to  the  Ohio  involves  the  crossing  of  the  nu- 
merous parallel  ranges  of  the  Allegheny  system  of 
mountains.  From  Cutnberlani  the  road  follows 
the  valley  occupied  by  the  north  branch  of  the 
Potomac  between  the  Knobly  Mountain  and  the 
Front  range,  its  general  direction  is  about  south 
west  for  about  20  miles  as  far  as  Pdddy  town,  one 
terminus  of  the  Manassas  Gap  railroad — here  the 
road,  still  following  the  course  of  the  stream  bends 
almost  at  right  angles  toward  the  no.th west  till  it 
reaches  the  town  of  Piedmont.  Twomiks  beyond 
the  Potomac  is  crossed  by  a  stone  bridge  and  the 
grades  that  were  before  at  the  steepest  I  in  200  be- 
gin to  be  more  abrupt.  Ascending  through  the 
gorges  of  Savage  river  and  Crab-tree  Creek  the 
grade  is  about  1  to  45.  Jn  13  miles  the  ascent  is 
about  1625  teetalon?  the  side  of  the  Great  Back 
bone  Mountain  until  the  watershed  is  reached  ol  the 
streams  falling  into  the  Chesapeake  and  those  oi 
the  Ohio  at  Altamont.  Along  the  valleys  of  the 
Great  and  Little  Youyhiogheny  rivets  and  Snowy 
Creek  the  grade  is  moderHte varying  from  1  to  100 
and  1  to  200.  Frosn  Cianbury  summit  along  the 
ravine  of  Salt  Lick  Cre«  the  line  descends  with 
slopes  of  1  in  43J  taking  in  its  course  iwo  tunnels, 
one  of  500  ar.d  the  other  of  400  feet  in  length. 
Throu;»h  the  valley  of  Cheat  river  the  grade  is  as- 
cending an  I  about  A  in  50.  Near  the  summit  of  one 
of  the  oflTshoots  of  the  Laurel  Hill  range  the  moun- 
tain is  pierced  by  Kingwood  Tunnel  4100  feet  in 
length  and  the  longest  on  the  line  of  the  road. 
From  this  point  the  road  descends  the  valley  ol 
Racoon  Creek  first  at  grades  of  1  to  50,  and  thenol 
1  to  153  till  it  reaches  Tygerts'  Valley  river,  along 
the  course  of  which  it  runs,  the  steepest  grades 
being  1  to  200  until  it  arrives  at  the  town  of  Fair- 
mont. 

A  short  distance  below  this  town  the  road  enters 
the  ravine  of  ButTalo  Creek  which  is  crossed  three 
times  within  a  distance  of  13  miles  from  Fairmont 
by  bridges  constructed  with  timber  string  pieces 
and  cast  iron  posts  and  wrought  bars.  About  17 
miles  beyond  Fairmont,  the  flourishing  villag-  ol 
Mannington  is  mst,  and  still  ascending  at  grades 
of  one  in  200,  it  is  carried  through  the  gorge  ol 
Piles'  Fork,  crossing  the  stream  five  timiis  in  its 
course.  On  reaching  the  head  of  this  stream  ai 
Glover's  Gap,  a'nout  28  miles  beyond  Fairmont  the 
load  passes  the  lidge  dividing  the  waters  llowing 
into  the  Ohio  from  those  of  the  .Monongahela  by 
deep  cuts  and  a  tunnel  350  feet  long.  Alter  passing 
through  this,  the  road  descends  by  Church's  Fork 
ot  Fish  Creek  at  grades  of  one  to  one  hundred.  In 
passing  through  this  valley  the  road  cros.«>es  the 
stream  eight  times  within  fuUr  miles,  and  travers- 
es 3  tunnels,  Soles'  112,  Eaton's  370,  and  Martins 
180  feel  long.  The  general. direction  of  the  load 
from  Fairmont  to  ihe  Littleton  station  on  Fish 
Creek,  is  north  westerly.  Pursuing  this  direction, 
the  road  soon  encounters  the  $road  tree  ridge.  The 
line  leaving  abruptly  the  margin  of  Fish  Creek, 


turns  up  the  ravine  ot  Broad  Tree,  running  along 
the  ride  of  a  precipitous  hill  until  it  reaches  the 
month  of  the  tunnel,  here  a  temporary  road  is  useil 
ibt^he  purpose  of  climbing  the  mountains  until  the 
completion  ot  the  tunnel  which  is  to  pierce  it.  The 
ascent  by  this  temporary  road  is  not  only  extreme- 
ly picture.sqne,  but  is  almost  as  interesting  a  work 
of  engineering  art  as  the  tunnel  brneath.  It  is  laid 
in  the  form  of  a  succe.ssion  ol  zig-zags  terminating 
at  each  angular  point  by  a  straight  line  ol  road,  so 
tha<  each  zig  zag  and  its  cent  in  nation  form  a  fi  - 
ure  resembling  the  letter  Y.  At  the  angular  points 
are  switches  so  that  the  process  of  ascent  is  accom- 
panied by  a  change  of  the  relaiivc  position  of  the 
engine  and  itss  load.  Thus  the  train,  headed  by  the 
locomotive,  alter  passing  the  switch  at  the  angle, 
runs  out  at  the  tail  of  the  Y,  it  is  then  stopped  anc 
the  switch  changed  so  as  to  correspond  with  the 
Other  branch  of  the  Y;  the  engine  is  then  reversed 
andjpuohes  the  train  before  it  until  the  ne.<(t  angle 
it,  reached,  when  after  running  out  on  the  straight 
line  beyond  the  switch,  the  engine  is  ngain  revers- 
ed and  puiJs  the  train  up  the  next  reach.  On  the 
eastern  fall  of  the  hill,  above  Broad  Tree  or  Peiti- 
bnnc  tunnel,  there  are  two  zig  zags,  on  the  western 
side  which  is  much  more  precipitous,  ihire  are 
iive,  the  kagih  of  these  latter  tracks  being  shoter 
than  on  the  eastern  slope.  The  .'^iiramit  of  the  hili 
is  about  three  hundred  feet  above  the  level  of  the 
permanent  track  at  the  tunnel,  and  the  grade  va 
ri'?s  Irom  293  to  340  feet  to  the  mile,  permitting 
each  engine  to  carry  up  two  loaded  cars  or  25  tons. 
At  Kingwood  tunnel  the  temporary  road  ascendet* 
a  grade  of  5;I0  feet  to  the  mile,  and  only  one  car  or 
1;2J  tons  was  the  lo.4d  of  the  etigiu-'.  The  total  as 
cent  ill  perpendicular  height  at  Kingwood  by  the 
temporary  track  over  the  summit  was  220  teef,  the 
trains  were  exposed,  however,  to  t'le  ri^k  of  sliding 
down  hill  with  the  wheels  lucked,  an  event  which 
could  not  happen  on  the  lower  grades  cd  the  ascent 
on  the  zig  zags  over  the  Broad  Tree  summit. 

The  following  description  of  the  a*^cent  by  one 
of  the  guests  of  the  company  during  the  tecent  ex- 
cursion, gives  a  lively  pictuie  ol  the  scene; 

We  entered  at  Broad  Tree  creek  a  wide  moun 
tain'gap,  extending  lor  n^'aily  a  mile,  which  sud- 
denly closed  letore  us  with  an  immense  bluti'  thro' 
which  theie  was  no  oui|>  t,  overSOOlect  to  its  sum- 
mit above  the  level  on  which  the  track  below  i.n 
laid,  and  under  which  Petiibone  tunnel  is  bein;; 
constructed.  At  the  loot  of  this  mountain  ih*?  mou'h 
of  the  tunnel  was  uirscerned,  with  the  lamps  of  the 
tuin»«rs  glar  n^  within.  Our  entire  tiain  coisisieii 
ui  tweniy-six  cars,  and  thirteen  of  Ro.ss  \Vin;in^ 
most  powerful  locomotivt^s  werein  waiting,  puffing 
and  patiting  like  war  horses,  ready  to  take  us  acros> 
the  3umtuii  of  the  rugged  mountain  before  us.— 
Alter  some  delay,  during  which  darkness  closed  in 
upon  us,  two  cars  were  hainessed  to  each  of  the 
iron  horses,  and  all  being  in  readiness,  the  ascent 
was  commenced,  the  first  locomotive  turning  onto! 
the  liirst  Y.  as  it  is  called,  before  the  second  one  is 
.Ntarijfd.  and  so  on  until  the  whole  side  of  the  moun- 
tain was  dotted  with  those  fiery  m>nsters,  which, 
in  the  tl  irkne-s  presented  a  scene  that  was  perhap^ 
never  befcre  witnessed  in  the  world,  and  probably 
may  never  be  again.  Tne  ascent  of  the  mountain 
is  by  tacking  to  and  tro  on  its  side,  up  to  its  sum- 
mit, an  i  then  down  in  a  similar  miiuner  on  the 
other  side,  the  track  being  laid  in  dcp  and  broaj 
cuts  on  the  side  of  the  mountain.  Tfies3  tiack>> 
run  so  clo.sely  parallel  with  each  other,  but  at  dii- 
ferenl  elevations,  that  at  times  th-  trains  were  so 
near  together  that  ilit;,  pa.«sengers  c oald  call  up  or 
dowri  lo  each  other,  and  be  distinctly  heatd,  as  liicy 
pasK^d. 

Oit  reaching  lite  summit,  tho.'^e  in  the  seventh  of 
the  ibiitcen  trains  had  a  lull  vifew  of  the  six  loco- 
motives following  after  them  on  the  one  side,  and 
the  six  descending  on  the  other,  each  belching  forth 


fire  and  sm<jke,  whilst  the  miners  going  to  their 
work  in  the  ^hatts,  and  ai  either  end  ol  the  tunnel, 

bearing  hundrcd.s  ot  lamps  and  moving  lo  and  fro 

in  the  distance  at  the  base  of  the  inouniain,  gave 
the  finishing  attraction  to  this  giand  spectacle. — 
The  western  slope  'it  the  mountain  is  more  precip- 
itous and  difficult  than  the  eastern,  and  it  was  truly 
H  grand  sighuo  look  up  and  see,"  rank  above  rank," 
the  various  trains  tacking  like  ships  on  the  ocean's 
wave,  down  the  terraced  mountain  side. 

On  leaving  the  tunnel  the  line  descends  along 
the  hill  skirting  the  north  lork  of  Fish  creek,  by  a 
series  of  deep  cuts  and  heavy  embankments.  Alter 
passing  Bell's  Mill  the  creek  is  crossed  by  abridge 
of  similar  construction  to  thuse  already  described, 
and  after  ascending  Hart's  and  Four  mile  runs,  it 
reaches  the  Welling  tunnel  at  the  50ih  mile  be- 
yond Fairmont.  Ttiis  tunnel  pierces  the  ridge  be- 
tween Fi-h  creek  and  G.-ave  creek,  and  is  1,250 
leet  in  length.  From  the  tunnel  'he  road  pursues 
the  ravine  of  Grave  cr.^ek  tor  17  iniKsto  its  mouth 
on  ihe  Ohio,  crossing  the  stream  eight  times  in  its 
course.  At  this  spot  near  the  pl-asant  vi I  lag';  of 
.Mouiidsville,  the  road  passes  one  iiC  the  aricient 
mounds  a  relic  of  the  race  which  f^riDcrly  inhabit- 
ed the  banks  of  the  Ohio.  This  rematkatle  object 
is  80  feet  in  height  and  200  t'tel  broad  at  its  bast . — 
For  the  remaining  distance,  as  far  as  Wheeling, 
the  road  skirls  the  Ohio,  and  lor  the  greater  part  of 
the  distance,  runs  over  a  beauti'ul  stretch  of  bottom 
land.  At  2i  miles  below  Wheeling  creek,  theontf 
er  station  is  situated  where  the  grounds  are  prepar- 
ed !or  the  erection  of  engine  houses,  shops,  etc. — 
A'.tout  two  miUs  below  Ihe  creek,  the  line  strises 
the  bank  of  the  Ohio,  and  follows  along  Waler-st. 
to  the  inner  station  in  the  ciiy  of  Wheeling. 

We  have  thus  given  a  rapid  review  of  the  his- 
tory and  physical  characteristics  of  this  important 
work,  belonaing  to  a  company,  the  stock  of  which 
including  the  bonds  of  the  State  of  Maryland  is 
over  twelve  million  of  dollars,  alt  paid  up  and  to 
represent  when  complete  in  equipment,  a  capital 
of  about  twenty  milioi:s.  The  total  number  of  lo- 
comotives in  use  and  contracied  lor  at  the  lime  of 
the  last  report  was  140— and  the  number  of  burden 
cars  appropriated  for  general  traffic  2.290.  The 
cost  of  the  road  between  Baltimore  and  Cumber- 
land was  stated  in  the  last  report  of  the  Treasurer, 
1st  Oct.,  1852,  at  S'^.774  .'>41  715.  that  of  the  portion 
west  of  Cumberland,  at  S7  271.732  57. 

To  this  rau^t  b;  added  the  2^  millions  recently 
authorized  lor  a  second  track  and  extra  equipment 
to  accommodate  the  coal  trade  ol  the  Cumberland 
ba>ii:.  The  financial  inten  sts  involved  In  the  road 
will  then  be  represented,  by  stock  &9, 188,300,  State 
ol  Marylaml  bo:,ds  S3  2.  0,000,  and  various  loans 
including  the  2j  million  for  the  coal  trade,  amount- 
ing to  about  551)27, 123.  Of  course  in  the  detailed 
account  other  items  of  necessary  expenditures  and 
expenses  are  introduced,  but  the  above  sums  ex- 
hibit the  main  features  of  the  cost  and  the  manner 
in  which  the  various  propriett)ry  interests  are  held. 


Iron  in  Tcnucsscet 

The  Nashville  Whig  gives  a  tabular  statement 
of  the  capital  and  product  of  the  iron  interest  on 
the  Cumberland  river,  together  with  the  number  of 
hands  employed,  and  the  amount  of  pork  and  corn 
consumed  per  annum  at  the  21  furnaces,  0  lorges, 
and  2  rolling  mills  therein  enumerated.  The  lol- 
lowing  is  the  recapitulation :  VJ  lurnaces,  29.200 
tons  metal;  9  lorges,  10,600 tons  blooms;  '2  rolling 
mills,  4,700  tons  of  iron.  Total.  44  500  ions ;  i  ,400 
kettles.  Capital,  S',2l(>Gi'0  Vane  of  products, 
$1,678,000.  They  eiupioy  1, 39 j  white  men,  and 
1,810  negroes. 
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Gow.  Farweli;  ot  Wisconsin,  in  his  message 
says,  in  relation  to  railroads,  that  fionn  tne  con- 
struction «it  the  Milwaukee  and  Missi>sippi  road, 
and  the  surveys  and  estimates  lor  the  construction 
ol  oiher  roads,  it  Is  apparent  that  railroads  can  be 
constructf'd  in  Wisconsin  at  an  average  I'ostot  ten 
to  eighteen  thousand  dollars  per  mile.  From  tiiis 
cheapn^•i^s,  as  compart d  with  Eastern  road»,  ihc 
Governor  assumt^s  that  the  railroai's  of  thte  State 
\»ill  yield  a  higher  percent,  of  profit  upon  the  cap- 
ital invested,  and  for  that  reason,  that  the  means 
will  not  lon^  be  wanting  to  build  the  roais  now  pro- 
jected within  the  boundaries  ot  the  State, 

The  general  banking  law  passed  by  the  Legisla- 
ture at  its  last  session,  and  adopted  by  the  people  at 
the  late  election  the  Governor con«i<icrs,  though  not 
entirely  free  tioua  impeilections,  as  in  ihe  mam  a 
good  and  sale  law,  and  likely  if  prupt  riy  carried 
into  effect,  to  answer  the  purposes  desigaed.  He 
suggests  that: 

A  sreneral  law  should  be  parsed,  at  as  early  a  day 
as  practicablr,  prohibiting  un  ler  severe  penalties 
the  receiving,  paying  out.  or  passing  as  money,  in 
t'ii>  State,  ci'culaiiiig  paper,  of  any  form  whatever, 
ia  the  similitude  of  bank  paper,  t  y  any  person  or 
I'ody  corporate  that  is  not,  at  the  time  ot  such  re- 
ceiving, paying  out  or  passing,  authorized  by  some 
express  law  of  the  United  States,  or  of  Canada; 
anil  declaring  all  contracts,  the  consideration  cil 
which,  in  whole  or  in  part,  consists  of  such  circu- 
lating paper,  absolutely  null  and  void,  for  any  pur- 
pose whatever. 

The  Executive  authority  has  been  exerted  to  its 
fullest  extent,  during  the  past  year,  to  suppress  the 
practice  of  illegal  banking  in  the  State,  by  causing 
the  same  to  be  brought  beiore  the  proper  judicial 
tribunal,  but  so  far  without  effect.  This  shows  the 
necessity  of  some  more  stringent  legislation  upon 
this  subject,  than  no*  exists  to  protect  the  people 
of    the    State    Irom  an   unlimited,   unsecured,  and 

wholly  it  responsible  currency,  which,  if  longer 

permitted  to  continue  or    increase,   will  utterly  de- 

leat  the  purposes  of  the  general  banking  law,  aaa 
work  a  lasting  injury  to  the  finances,  business,  and 
credit  of  our  State. 


Hamilton  and  Eaton  Railroad. 

We  wish  to  call  piblic  attention  to  the  report  of 
the  very  efficient  Pres-idrnt  of  the  Hamilton  and 
Eaton  ralway,  which  appeared  in  our  paper  ot 
yesterday,  by  great  exertions  and  untiring  per- 
severance he  has  succeeded  in  making  such  ar- 
rangements as  will  mutually  promote  the  prosper- 
ity ot  his  own  road  and  of  all  the  other  roads  which 
are  linked  together  in  a  coma«unity  of  interests, 
and  such  also  as  must  necessarily  promote  the  pub- 
lic convenience  and  particularly  that  ol  the  city  ol 
Cincinnati. 

Whatever  arrangements  can  be  made  by  differ- 
ent railway  corporations  to  reduce  the  cost  of  travel 
and  to  avoid  the  delay  incident  to  frequent  changes, 
is  a  public  benefit  and  is  also  ot  pecuniary  advan- 
tage to  the  companies  themselves.  The  benefit 
arising  from  this  arrangement  is  seen  in  the  dim- 
inished expenses  of  running  Jrora  Cincinnati  to 
Cleveland— iully  one  third  less  than  it  was  when 
the  three  companies  were  without  any  such  auree 
ment — and  also  iu  the  largely  increased  amount  ol 
travel 

To  John  Wood,  Esq.,  the  President  of  the  Ham- 
ilton and   Dayton  ilailway,   the  credit  of  this  im 
ptovement  is  due;   an  improvement  which  is  of 
equal  advantage  to  the  stockholdets  and  to  the  pub- 
he,  and  is  ueseiving  of  the  gratitude  of  both. 

Few  men  conld  have  devised  and  carried  out 
such  a  "hange  wim  the  thoroughness  and  prompt- 
ness of  Mr.  \V.  His  acquaintance  with  business 
men  and  with  public  interests,  together  with  his  in- 
dustry, have  enatiled  him  to  effect  the  lollowing  ob- 
jects. He  has  secured  an  exclusive  coimectioD 
and  juiui  iiiteresi  with  the  dichmona  and  Miami 

and  Uie  New  Castle  and  Richmond  railways.     He 

has  also  contracted  with  the  Cincinnati,  Hamilton, 
and  Dayton  railway  for  running  the  road  jointly 
for  five  years,  Irom  Cincinnati  to  Richmond,  the 
expenses  to  be  divided  between  them  according  to 
the  respective  lengths  of  the  two  roads.  The  con- 
tract with  the  Richmond  and  Miami  and  the  New 
Castle  and  Richmond  roads  consolidates  them  with 


the  Hamilton  and  Eaton  road,  and  secures  a  single 
gauge  irom  Hamilton  to  Logai).*:port.  When  the 
road  is  completed  to  this  latter  place,  a  secoiii 
track  of  the  same  pauge  is  to  bi  laid  by  the  Cin- 
cinnati, Hamilton  annDayton  road  Ir.im  Hamil 
ton  to  Cincinnati.  This  arrangement  looks  to  a 
single  continuous  line  to  Chicago  o!  the  different 
roads — a  distance  ol  £90  miles — ci  m'!)ine<l  togelhti 
as  a  common  interest. — Cincinnali  Atlas. 


I>akc  Superior  Copper  Region* 

Pursuant  to  pul)lic  notice,  a  meeting  of  parties 
particularly  connected  with  the  mineral  region  ol 
Lake  Superior,  and  others  interested  in  that  section 
cf  the  country,  assembled  at  No.  35  VVall-st.,  New 
York,  on  Wednesday,  the  19th  instant,  tor  the  pur- 
pose of  organization,  with  a  view  to  concert  such 
measures  as  would  best  promote  the  establishment 
of  a  railroad  to  connect  Lake  Superior  with  the 
seaboard,  by  means  of  an  extension  ol  the  present 
line   liom   Chicago,   and    iherL-by  secure    a   daily 

opeu  commuuicalion  by  laiid  in  place  of  that  by 

wa'.er,  which,  owing  to  the  interruption  caused  to 
navigation  during  cdd  weather,  creates  a  perftc 
embargo  upon  the  tiausportatiun  ol  all  freight  ano 
supplies,  lor  a  period  of  seven  months  out  of  12 
mouths  in  the  year. 

The  meeting  was  well  at  "nded,  and  organized 
by  the  choice  of  Mr.  J.  Elaa  han  Smith  as  Chair- 
man, and  Mr.  Henry  Acker  as  Secretary. 

The  object  of  the  meeting  was  stated  at  length 
by  the  Chairman  who  urged  the  importance  and 
advantages  ot  the  project,  and  the  urgent  necessity 
which  existed  lor  thcbpeedy  accomplishment  of  the 
undertaking. 

The  subject  was  further  discussed  by  the  gentle- 
men present,  and  particularly  by  those  representing 
tne  mining  interest,  a. id  the  lollowing  r-soluiions 
wereofTeied  and  unanimously  auopled,  as  express- 
ing the  views  of  the  assembly: 

Resolved,  Tiiat  the  btst  interests  of  the  people 
of  the  States  ol  Wisconsin  and  Michigan  demand 
that  a  line  of  railway  be  immediately  constru^aen 
Irom  Fou-du  Lac  to  certain  points  within  the  lim- 
it-vol  the  said  States,  that  within  the  limits  o! 
.Michigan  to  run  to  some  point  to  be  selected  upon 
Kewanaw  Point,  at  or  near  the  shore  of  Lake 
Superior,  with  a  branch  to  the  westward  to  some 
point  between  Ontim.igou  ana  Montieal  rivers,  and 
also  a  branch  to  the  eastward  to  some  point  at  or 
near  Iron  Bay. 

Resolved,  That  in  view  of  the  progress  already 
made  by  the  Rock  River  Valley  Union  Railroad 
Company  of  Wisconsin,  who  have  located  their 
line  upon,' the  route  indicated,  and  now  have  the 
same  umier  contract  from  Chicago  to  a  point  as  far 
north  as  Fon  duLac,  with  the  ability  by  their  char- 
ter to  continue  the  same  to  the  Lake.  This  meet- 
ing recommended  to  all  interested  the  adoption  o! 
that  line  as  the  best  calculated  to  promote  tne  early 
accomplishment  of  the  work,  while  it  insures  to 
the  people  inhabiting  the  shore  of  Lake  Superior 
the  best  points  of  communication  when  completed. 

Resolved,  That  inasmuch  as  the  various  artizans 
of  the  Union,  who  work  in  copper,  iron  and  lead, 
seek  with  avidity  the  product  ol  the  Lake  Superior 
Mines,  and  the  citizens  of  Massachusetts,  Connec- 
ticut, New  York,  Pennsylvania  and  Ohio,  as  well 
as  other  sections  of  the  country,  by  the  capital  thev 
have  so  liberally  invested  in  the  development  ol 
these,  are  equally  interested  with  Wisconsin  and 
Michigan,  in  the  advancement  of  this  enterprise. 
Therefore, 

Resolved,  That  Congress  be  urged  to  errant  to 
the  States  of  Wisconsin  and  Michigan  resjvctive- 
ly,  for  the  pu)po»e  of  aiding  iu  making  the  propo- 
sed railroad,  every  alternate  section  of  the  public 
land  through  which  said  railway  passed,  equiva- 
lent to  seven  sections  in  width  on  each  side  cf  s^id 
road  and  its  branches. 

Resolved,  That  a  Consmittee  ofsevtn  be  appoint- 
ed by  this  meeting  to  act  as  an  Executive  Commit- 
tee, With  power  to  add  to  their  number,  whose  duty 
it  shall  be  to  co-operaie  with  the  triends  ol  the  en- 
terprise generally,  and  at  their  discretion  to  call  an- 
other meeting,  whenever  they  may  deem  it  advisa- 
ble. 

The  following  gentlemen  constitute  the  Commit- 
tee, viz:    William  H.  Stevens.   Horatio  Bigeiow,  ' 
Sherman  J.  Badon,  Wm.  Hickock,  H.  E.  Phelps  I 
S.  W.  Hiil  and  Clement  March. 


VB  'Iff'.M^  I- 


7t 


and  I,oB*nspori 

the  prepress,  aod 
impuriaui  road.  Its 
noved  alou^  very 
to  prevent  many  at 


The  NcwcaBile,  Richmond 
Railwayi 

We  are  gratified  to  Itarn  o 
now  undoubted  success,  of  this 
constructors  have  heietolore 
quietly  ;  so  much  so  indeed,  as 
a  distance  Irom  knowing  anjthiiig  of  their  pto- 
gress,  and  unlike  some  other' ol  their  cotempota- 
ries,  have,  it  seems,  relied  but  little  on  the  powerof 
■'  wind."  It  now  appears,  that  t  ley  have  more  thltn 
a  halt  million  ot  stock,  qui'e  a  large  amount  of 
which  is  held  by  wealthy  men  in  Circinuaii,  atod 
have  most  of  their  road  grfdedto  Ntw castle — 
much  of  it  beyond — and  near  2  2  miles  nearly  reaidy 
!or  the  track  at  the  Lcganspo  t  end.  They  have 
also  45  miles  of  their  iron  pure  lased  m  gi»od  times, 
when  iron  was  cheap,  and  are  now  purchasing  ^2 
miles  more.  The  45  purchased,  is  to  lay  the  east- 
rn  end  Irom  Richmond  towa  d  the  Wabash;  the 
22  miks  now  ordered  to  be  bcuglit,  is  to  connect 
Loganspoit  and  the  Wabash,  st'ith  the  Peru  rail- 
leay,  and  thii^  with  Indianap  )ii*.  Both  ot  these 
parts  will  be  completed  the  en  nine  summer,  and 
'he  contracts  lor  their  completi:>n  are  all  made  and 
he  workmen  ready.  Thus  the  people  ol  Indian- 
apolis may  go  to  Cincinnati  h)  Andersootown  md 
Newcastii'.  and  may  go  to  Logjnsport  by  Nobles- 
ville  and  Kokomo,  all  by  railvi  ay. 

The  remaini:)?  part  of  the  line,  between  Koko-^ 
mo  and  Anderson,  is  all  under  contract,  and  in  Ihe 
course  of  speedy  completion;  indeed  we  belisve 
"Very  contract  lor  the  lull  completion  of  the  road 
has  been  made,  and  with  perse  ns  who  will  rapidly 
complete  them,  and  much  ol  ti  le  machinery  lor  the 
road  is  already  constructed. 

The  company  has  alsocons<lidatcd  its  operative 
interests  with  the  Eaton,  Hamil'on  and  Cincinnati 
roads,  to  make  a  throxigh  line  from  Logausport  to 
Cincinnati  upon  equal  and  lair  terms.  « 

This  will  be  one  of  our  mos:  important  and  pro- 
fitable roads,  pointing  as  it  does  strait  towards 
Chicago,    and    «-ure  to  be   conr  pleted  to  that  point, 

and  with  the  interests  now  ui  ited  in  its  con.struc- 

lion,  the  country  it  drains  for    support,  and  its  iree- 

dom  from  all  competition,  wsrrant  fur  it  and  Will 
bring  to  it  much   of  public  aiention,   and   insure 
su  cess  and  piofit  to  the  piojecl  ors  and  stockholder' 
— Indiana  Stale  Journal.  \    "' 


Railroad  Bnskneas. 

A  statement  cerived  !roiii  ihfc  books  _,  ,t„  /■    j  t* 
office  in  this  city,  ol  the  Roc  teste-    '  ../^  ,     ""^ 

raikoad,  is  full  of  interest,  as     sh.iwf.f  .k^     ?*•" 

.    f  I     •    L.  1  -1     •  snowinff  the  mave- 

.mntoffrerght  by  rail  sine-,  ,he  removal  oTxl\\s 

torn  the  Central  line  of    rail,. ads.  compared  iith 

the  Sim, lar  movement  when  t  dls  were  imposed 

It  will  be  re  men- oe  red  ihat  («iu  »,«.,  j 

Dee  I    is'ii      V-..  ^^,.°^'  '""'^  '^^'^e  removed 
uec.  I,  l^ol.     v,^  g,yg  jjj^  ^,^^  tables:— 

First    Statement  of  the  freight  hu>iness  of  the 

in"^  oT7"l!^'*'"^  "i'r'a«if-rthe  year  end- 
mg  Uct.  I,  1852: 


1VT       /.  ions. 

No.  of  tons  of  2,000  Ihs,  each 207  644 

Total  amount  of  freight  one  n  ile ...   12  45-^ 


Tons 


Products  of  the  forest. , 

Animals 

Vegetabk  food 

Other  agricultural  products. 

Manufactures 

Merchandize 

Other  articles 


Total 

Second.— Statement  of  the 
ending  Oct.  1,  1851  :— 


6,780 
72  331 
67  3S3 

3  217 
14327 
26  467 
17  325 


Lbs. 
44 

640 
1,379 
1^5H 
1J6!0 
1,268 

464 
1.134 

831 


807,644        44 

same,  for  the  year 


No.  of  tons  of  2,000  lbs.  each _      ._^,.., 

Total  movement  of  freight  orie  mile 5,4l<j)084 

Products  of  the  forest '    2,146 

Animals... , 2 1  275 

Vegetable  food 

Other  agricultural  products. 

Manufactures 

Merchandize 

Other  articles 


Tons. 
S3^t;9^ 


V2m^ 
2tl54' 

y.5'.»u 
23,l)4'2 

1 1  ,'!»58 


Total 

The  loregoing  statements  : 
bu>iness  of  this  railroad  has 
\.i>u^,  more  than  double  the  bu>inessof  1851,  a  lac  << 

that  speaks  volumes  for  the  <  lapacity  of  the  r^ad. 


83j56u 
how  that  the  fretght 
been  in  1852,  40,000 


T8 


■  •VTt'^' 


<i 


AM£RICAN    RAILROAD    JOURNAL. 


suit  the  siimuluv  given  lo  Ha  baaiueaa  by  tbe  re- 
moval ot  tolls. 

it  is  lair  to  presume  thai  other  compaDies  on  the 
Central  line  have  enjoyed  an  iocrease  of  business 
in  the  like  proportion.  This  being  the  case,  it 
might  be  apprehended  that  the  receipts  of  tolls  Iroai 
the  siiaie  canals  and  parlicuiarJy  from  the  Erie, 
would  be  larjsely  dialini^hed.  How  lar  this  ctfL-ct 
has  been  produceu,  na;iy  be  seen. from  the  last  offi- 
cial statement,  which  is  as  follows  :  l 
State  receipts  of  tolls  1851  to  Nov,  7..  ..S3i061  8H9 
\ri'o2          " '2,b2'J'236 


1     Decrease S2--iJ,633 

This  decrease,  it  appears,  occurs  in  the  lace  of  a 
largely  increased  carrying;  business  of  the  cacals, 
and  is  doubtless  owing  mainly  to  the  reduction  of 
tolls  made  by  the  canal  board  last  winter. — Ruck- 
ester  American. 


reeeiing  ol 


OlUe. 

Akrmi  Braiuk  Road. — The  Summit  Beacon  ol 
thfc  I'Jthsays; — "Tiie  annual  meeting  of  the  stock- 
holders for  the  election  of  direciors,  &c.,  will  be 
held  in  this  place  to-day.  The  annual  report  will 
be  an  interesting  one;  and  the  occasion  is  one 
which  should  call  up  a  lull  meeting. 

Col.  Perkins,  the  President  of  this  road,  has  just 
returneii  Irom  the  East,  where,  in  connection  with 
Mr.  McMillen,  the  Treasurer,  he  hss  been  for  sev- 
eral days,  completing  contracts  tor  iron,  lor  that 
portion  of  the  road  not  already  provided  tor.  The 
directors,  engineers,  contractors  and  Irienis  of  the 
ioad  generally,  with  one  voice  attest  the  signal 
fidelity  of  Col.  P.  to  the  highest  interests  ol  the 
road.  The  whole  road  commands  confidence  and 
merits  praise. 

As  an  indication  of  the  prosperity  of  the  road, 
we  mention  with  pleasure  that  a  semi-annual  div 
idenJ  of  5  per  cent  was  declared  at  a 
thediiectors  yesterday." 

PArENT     ' 
LiOconiotive    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHE41  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  niovin»  them. from  their  placis,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &  Lowell. 
Fall  Kiver,  V't  Valle»,  Vt.  and  Mas*,  Ol.i  Colony, 
New  York  and  New  Huvcn  Providenct,  Hartfofd 
and  Fishkill,  VVestern,  M  .ss.,  New  Tork  and  Erie, 
Boston  ai  d  Worcester,  Connecticut  PIver.  Worcester 
and  Providence,  Chimplain  and  St.  X^awrence,  Bos- 
tonand  Maine  and  Hudson  Kiver  Railroads,  who  have 
the  Machines iu  use.  Fur  sale  by 

BRIDGE.S  &  BltOTHEK,  Agfs  , 
61  Courtland  St.  .i^.ew  "York. 
.Tanuary  20,  1?51.  : 


Tlie  American  liailroad  Cliair  '^-  The  same  wuh  the  wooden  superstructure. 


Manufacturing^  Co. 

IN  PUUGHKEEPSIE,  N.  Y., 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 


tice. 

By  use  of  the  Wrought  Iron  Chair,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lipa  oi  the 
chair  beiit;  set,  by  means  of  a  sledge  or  hammer, 
close  and  firmly  to  the  tlange  of  the  rail. 

The  less  thickness  of  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven— and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  lo  furnish  them  at  a  cost  much 
below  that  ot  Cast  Ibon  Chaibs. 

Our  Chairs  are  made  fr«m  Ulster  Iron,  the  quality 
of  whicti  i^^  well  known.  Our  Chairs  are  made  by 
machinerv^|.and  fo'in«d  over  a  die,  conettiucnily  all 
are  nniforni  and  ali:>e. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Biiflalu  and  Rochebter,       Tioga,  " 

^■'or'hern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  an<i  Portland,      ('olumbia  aud  Granville, 
Platishurg  and  Montreal,  Buffalo,  Bayou  Brazosand 
Chicago  and  Rook  Island,      Colorado,  Te.xas, 
Milwaukee  and  Miss.,        Panam",  and  others. 

For  further  information  address, 

nN.  C.  TROWBRIDGE,  Secretary. 
Poughkcepsie,  N.  Y. 

January  1,  1863. 


ms. 


To  Contracloi*8. 


olevelajNu  a:sd  MAHUNINU  KAIi^RUAD 
LETTING. 

Sealed  proposals  win  be  received  at  the 
Office   of  the   Company,  on  Silperior  street, 


To  Contractors. 

HENDERSOiN  AND  NASHVILLE  R.  R, 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  and  Nashville  Railroad  Company 
at  Henderson,  Ky.,  will  be  received  and  are  invit- 
ed until  the  1st  day  of  April,  1853,  for  the  construc- 
tion ot  'hat  part  ol  said  roau  tunning  from  the  town 
ol  Hender-^iJn,  by  the  wav  ot  Madisonville  and 
Hopkinsville,  to  Trenton,  Todd  county,  Ky.,  in  all 
about  eighty-thrt  e  miles.     The  bids  may  be  made 


Cleveland,  until  the  first  oay  ol  Mafi  h,   1853,  tor'ou'  on  cither  or  any  of  the  following  basis — 


the  Grading  Masonty  and  Biidsiui^  of  the  portion, 
of  said  road  Irom  Cleveland  to  Warrtn.a  distance  , 
of  53  miles.  I  , 

Plans,  Profiles,  and  Specifications,!  may  be  seen  | 
at  the  Company's  Office,  in  Cleveland,  and  the  line  | 
will  L)e  ready  lor  inspection  by  Contractors,  2daj8' 
previous  to  the  letting. 


I.  For  the  grubbing  and  grading,  including  the 
ditching,  draining,  cuts,  fills,  culverts,  bridges 
and  turnouts' complete,  nady  for  the  wooden 
superstracure,  of  any  one  or  more  sections  of  t/ie 
Road.      ^ 

The  same  with  the  addition  of  the  wooden  su- 
per.structure  ready  lor  the  iron  rails. 


The   line  is  di viced  into  sections  of  about  one, 3.  The  ^ame  with  the  iron  rails,  chairs,  etc.,  ready 


mile  each,  and  bids  will  be  received  tor  each  sec- 
tion separately,  or  for  the  whole  line. 

Estimates  will  be  made  monthly,  jtnd  the  pay- 
ments made  in  cash. 

Further  inlbrmation  miy  be  obtained  on  applica- 
tion to  Jacob  Perkins,  Esq.,  President!  ol  the  Com- 
pany, George  C.  Beckham,  E^q.,  resident  Engi- 
neer, Cleveland,  or  to  the  undersigned. 

The  remainder  of  the  line  Irom  Warren  will  be 
let  as  so<in  as  the  location  can  be  completed. 

By  order  of  tl^  Board. 

EDWARD  WARNER,  Chlei;  Engineer. 


3.  The  same  with  the  iron  rails,  chaiis  and  broken 
stone  01  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  lull  equipments  of  rolling 
stocks,  depots,  wood  and  water  stations.  Engine 
and  Car  housesandshops,offices,  etc.,  complete, 
and  the  whole  road  and  its  equipments  perfect 
and  ready  tor  use. 

Complete  drafts,  maps  and  profiles  of  the  Road 
Irom  Henderson,  via:  Madisonville  anl  Hopkins- 
ville  to  Trenton,  together  with  plans,  estimates  and 
specifications  of  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  part  of  it  at 
the  Henderson  aud  Nashville  Railroad  Office,  in 
Henderson,  Ky.,on  and  alter  the  1st  day  of  March, 
1853.  Biddeis  will  pleasegive  their  Post  Office  ad- 
dress in  their  proposals. 

By  a  compact  between  the  HendTson  and  Nash- 
ville Railroad  Co.,  and  the  Eklgefield  and  Kentucky 
Railroad  Co.,  their  roads  are  to  be  iiuited  at  the 
Tennessee  and  Kentucky  State  line,  and  then  form 
a  continuous  line  of  Railroad  from  Henderson  on 
the  Ohio,  to  Edgefield,  on  the  Cumt>erland  river 
immediately  opposite  to  Nashville,  a  distance  of 
only  about  one  hundred  and  forty  miles.  When  it 
is  considered  that  at  Nashville,  ifirough  the  Nash- 
ville and  Chatanooga  Railroad,  this  road  connects 
with  the  whole  system  of  Railroads  and  rivers 
leading  to  Charleston,  Savannah,  and  the  South 
Atlantic  seaboard,  and  from  thence  by  a  Southern 
route  of  Railroads  to  all  the  Eastern  and  Northern 
cities,  and  that  at  Evansville,  In  liana,  only  ten 
miles  of  perpetual  navigation  on  the  Ohio  river  dis- 
tant from  Henderson,  it  connects  with  the  systems 
of  Canals,  Railroads  and  Rivers  which  penetrate 
?nd  drain  the  valleys  of  the  Mississippi  and  the 
Lakes,  and  extend  by  a  Northern  route  to  the  East- 
ern and  North-eastern  cities,  it  cannot  be  doubted 
that  this  is  a  most  important  road.  But  if  it  betak- 
>in  into  the  account  that  it  presents  much  the  short- 
est, and  owing  to  the  remarkably  tavoiable  profile 
ol  the  country,  for  the  cheapest  loute  for  a  railroad 
designed  to  connect  these  Northern  and  Souihera 
Systems,  that  it  penetrates  the  richest  b^ds  both  of 
oituminous  coal  and  iron  pie  heretofore  valueless 
t)ecause  land-iocked — that  it  passes  through  an  a- 
gricultural  region  of  great  teriilityand  remarkable 
beauty,  and  opens  in  the  South  Atlantic  Siates  by 
the  shortest,  speeoiest,  cheapest  and  best  route,  a 
market  comparatively  new,  for  the  teeming  pro- 
ducts, especially  provisions  of  the  valley  of  the 
Mississippi  and  the  LakcS,  its  value  and  import- 
ance cannot  be  Qver-estimatcd — that  it  will  p^y  and 
pay  richly,  both  in  dividends  to  the  stockholders 
and  in  indirect  profits  to  those  who.se  residence 
gives  them  an  interest  in  the  means  ol  transporta- 
tion and  travel  which  it  will  afford  cannot  be  doubt- 
ed. 

Any  further  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  time  be  cheer- 
luily  given. 

By  order  of  the  Board  of  Diref^tors  of  the  H.  &  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
Henderson  and  Nashville  R.  R.  Co. 


Wiiliinson^s 
EXPLOSIVE  ! 

RAILWAY  SIGNAL, 

For  sale  by  j 

BRIDGES  &  BROTHGU, 

tJ4  COURTLAND  ST.,  N.  Y.  '    . 

THE  EXPLOSIVE  RAILWAV  SIGNALS  are 
similar  to  those  uf^ed  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  S"  con- 
structed that  the  movement  <>f  im  Engine  over  them 
at  any  speed,  will  cmse  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  same  causi ,  there 
will  be  a  bright  flash,  which  will  be  so  vivid  that  it 
cannot  he  passed  unnotic'd. 

This  icUl  be  found  to  be  one  more  preventive  of  col- 
lision. It  is  oiien  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  he  warned  of  ita  danger  by  a  flag 
or  lan'ern,  and  in  such  instances  they  are  invaluable. 

They  are  imperv'ous  to  water,  and  will  keep  their 
explosive  property  any  number  of  years     They  caj> 


< 


for  the  rolling  stock,  including  broken  stone  or 
gravel  ballasting. 

The  same  with  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Car-houses,  offices,  etc.,  com- 
plete IVr  use,  or 

Bids  will  be  received  as  above  for  the  construc- 
tion of  the  entire  Road,  on  the  following  basis — 
viz : 

For  the  j^ubbing  and  grading,  including  ditch- 
ing, draining,  cuts,  fills,  culverts,  bridges  aud  | be' handled  and  carried  with  safely,  it  requlringi 
turnouts  complete,  ready  for  the  wooden  taper- 1 heavy  blow  ro  explode  them, 
structure. 


I    JsAuary  20, 1853. 
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A.  N.  tiRAY,  Cleveland,  O., 

KEUEIVER  AND  FORWARDER  ot  Kailroao 
Irun,  Chairs  and  Spikes 
>*lso,  Cars,  Locomotives,  and  all  kinds  of  Machi- 
nery for  Railroad  pui poses. 
Office  next  door  to  the  Custotn  House,  Main  st. 
January  12,  1953. 

R.  Groves  &,  Suns, 

SHEFFIELD,  ENULAiND, 
MANUFACTURERS  OF 

WARRA^TE1>  Cast  Steel  of  superior  quality  for 
Tools,  Machuery  and  Engineering  pu' poses. 
Single  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description  ;  also,  Cast  Steel 
Files  of  high  reputation,  spec'a  ly  adapted  for  the  use 
of  Machinists,  and  Saws  and  Edge  Tools  of  all  kinds. 

Corporate  mark   W^"^ 
USJB 

CHAS    COJNGREVE,  ;»gent, 

58  Maidenlane,  New  York. 
Stocks  of  the  above  goods  constantly  on  hand. 
January  1'2,  1853. 


SISCO£    BLAST    FURNACE 

For    Sale. 

I'MIIS  FURNACE,  situated  in  Westport,  Essex 
.  Co.,  N.  Y.,  on  Lake  Champiain,  is  capable  of 
producing  3000  tons  Pig  Iron  per  annum.  It  is 
blown  by  a  powerful  sieam  engine,  and  another  en- 
gine raises  the  slock,  etc.,  etc.  There  are  eight 
Kilns,  which  can  make  500,000  bushels  Charcoal 
per  annum,  c  onnecting  by  Railroad  with  the  Fur- 
nace, and  nearly  an  acre  of  sheds  for  seasoning 
wood.  One  large  B.'ick  Mansion  House,  with  ex- 
cellent Farm,  one  Brick  Cottage,  seventeen  Houses 
for  workmen,  commodious  Blacksmiths'  and  Car- 
penters' Shops,  etc.,  etc.,  and  about  1500  Acres  ol 
Land.  The  Furnace  is  situated  on  a  large  and 
convenient  Dock;  Wood  for  making  Charcoal  can 
be  obtained  cheaply  in  the  neighborhood,  and  An- 
thracite coal  Irom  Rondout  can  be  delivered  at  low 
rates.  By  the  proposed  Ship  Canal  from  Lake 
Champiain  to  River  St.  Lawrence,  coal  could  also 
be  brought  with  great  facility  from  Erie.  The  rich 
Magnetic  Ore  ol  Essex  County,  particularly  that 
from  the  famous  Port  Henry  Bed,  can  always  be 
procured  cheaply  and  in  great  abundance.  The 
property  will  be  sold  on  reasonable  terms.  Inquire 
of  Messrs  J.  &  L.  TUCKERMAN,69  West  street, 
New  York,  or  of  F.  H.  JACKSON,  No.  5  Liberty 
Square,  Boston.  Im2 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  I  .iberty  Square,  Boston, 
and  24^  Broadway,  New  York,  Sole  Agent  in 
the  United  States  and  Canadas  for  tae  Lowmoor 
Iron  Co.,  is  prepared  t^)  receive  orders  for  this  justly 
celebrated  Iron,  and  offers  for  sale  an  assortment  of 
the  Round  sizes  which  t^e  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
wi'honr  a  rival. 


Superior  Cast  Iron    Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  OAS  r  IRON  PIPES  required  by  Gasti  or 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  "n  reasomble  terms.    These 
Pipes  are  east  on  the  most  improved  principle  by  the 
best  Founders  in  Scotland,  from  a  8up«rior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
be  obtained  od  application  to  the  Agent  in  New  V  ork. 
WILLIAM  ROY,  Junr., 
21  Renfiield  St.,  Glasgow, 
Scotland. 
J.  M.  EADIE,  Agent, 

26  Front  st ,  New  York  ly50 


Railroad  Iron. 

^nnn  tons  RaUroad  Ir  n,  weighing  about  59 
UKJyJKj  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 
"  Crawshay"  manufa^.iure,  now  on  the  way  from  the 
shipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,  SANFORD  &  CO , 

Wo.  51  New  »H«et. 
Decern  ber  4,  1852.  .  .-  v  <!.-,«.. ..'•  •: .  v  - 


OlMEON  DRAPER,  No,  4ti  Pine-st.,  oliers  for 
O  sale,  a  variety  ol  RAILROAD  BONDS  auc 
STOCKS;  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are — 
1st  Mortgage  Convertible — 

7  per  ct.  bonds  ol  Canandaigua  and  Corning 

R.R  ,  payable  in New  York,  1860 

Do.    Buffalo,  Corning  and  New  York  do 186* 

Do.    Western  Vermont  Railroad do. 1861-71 

Do.    Evansville  and  Illinois do....  186*2 

8  do.  Michigan  Central Boston,  1860 

Do.    Peoria  and  Oquawka, New  York,  1862 

1st  Mortgage— 

7  per  ct.  bonds.  Corning  &  Blossburg  do 1871 

Do.     Mansfield  and  Sandusky do i860 

7  per  ct.  Vermont  Valley do 1860 

Do.    Troy  and  Bennington Troy,  N.  Y.1861 

Do.    New  Jersey  Central New  York,  1860-70 

Do.    Dauphin  and  Susq.  Coal  Co.  do 1871 

Do.    Brunswick  Canal  Co do 1857 

Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 
7  per  ct.  bonds  Saratoga  and  Wash.  N.  York,  1862 

Do.    Troy  and  Boston do 1864 

Do.    Muscogee  Railroad Savannah,  1^62 

Do.    Huron  and  Oxtord N.York,  1862 

Also,  Georgia  7  per  ct.  Siatc  stocks, 

interest  payable  semi-annually do 1872 

City  of  Savannah  7  per  cent,  bonds, 

interest  payable  semi-annually do..  1870-76 

7  per  ct.  bonds  of  the  Town  of  Huron, 

Erie  county,  Ohio do....  1861 

10  per  ct.  Cily  of  Keokuk.  Iowa,  Keokuk,  1863 

6  per  cent,  City  of  Memphis,. Philadelphia,  1«80 
10  per  cent.  City  of  San  Francisco.  San  Fran.  Itf70 
12  "  "  Benicia,  California,  N.Y.I»o5 
12        "            "        Sacramento,  do.   Sacramento 

7  per  cent.  Atlantic  Steamship  Co..N.  York,  1855 
12  per  ecnt.  Imp  rovemf  nt  Scrip  cf  the 

State  of  Wisconsin  for  improve- 
ment of  Fox  River do 1 862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  and  one  hall  surplus  prohi* 
of  this  and  Rutland  and  Wash.  R.  U. 

Rutland  and  Whitehall  Stock,  with  guarantee  of 
4  per  ct.  div'd  by  Saratoga  and  Washington  R.  R. 
Also,  Stock  of  the  Cambria  Iron  Company. 

Slock  in  the  Western  Vermont  R.  R.  Co. 

Stock  in  the  M,id  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Southern  Bank  ol  Kentucky. 
Stock  in  the  Mechanic's  Bank  ol  N.  Y. 
Stock  in  the  East  River  I'sutance  Co. 


Tlie  Cold  Springs  Iron  Works, 

INCORPORATED  IN  1848. 

IN  the  Town  of  Otis.  County  Berkshire,  Massachu 
setts,  manufactureB  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manufacture  ol 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON  ol 
all  descriptions.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  being 
situated  in  a  region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  are  exclusively  made,  the  Com 
pany  feel  confident  they  can  furnish  an  article  equal, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  They  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  be  promptly  attenoed  to  :  and  execut- 
ed on  terms  as  advantageous  at  can  be  had  eUowhere. 

Thev  refer  to — 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 
road, Salem.  Mass. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Onio. 
W.  W.  Wetherell,  Car  Builder.  "  " 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass 
or,  GEO.  W.  PRESCOTT,  Sup't. 

Otis,  Muss. 
November,  12,  1852.  ly 


Railroad  Iron. 

^nriO  "^O^^i  weighing  aHout  55  lbs.  per  yard, 
tJKJyjyj  now  on  the  way  from  Great  Britain  to 
JN  ew  Orleans,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  &  CO., 


December  4, 1852. 


No.  61  N«w  street. 

4«;       - 


The  Cambria  Iron  Company^ 

ORGANIZED  under  the  laws  ol  Peijij»ylvaiiia, 
with  a  capital  of  $1,000,000,  propo^e  tmbark*- 
itig  in  the  manulacture  ol  Railrcail  Iiou.  at  Jvhnsi 
town,  Pennsylvania.  The  location  they  have  se* 
cured  ofiers  advantages  supeiioi,  it  is  conhdenily 
believed,  to  any  othei  in  this  coi  nlry.  Iron  Ores^ 
semi-bituminous  Coal,  Limestone ,  and  nearly  eve.y 
article  required  lor  the  manutact  jre  of  Iron,  exist, 
in  inexhaustible  quantities,  on  tbe  »pot;  and  these 
deposits  are  now  worked,  and  il  e  miu«rals  deliv- 
ered, cheaper  than  at  any  other  (nown  point  now 
occupiea  for  the  manu:acture  ol  Iron.  The  Penn« 
svlvnnia  Canal  and  Central  Railroad  pass  through 
the  property,  and  cross  each  other  at  ttie  spot  where 
the  mineral  veins  an-  most  thoroughly  opened  out ; 
and  which  location,  tor  its  other  auvantages  for  fa- 
cility  of  manulaciuricg,  and  vicinity  to  a  populous 
borough,  has  been  selected  lor  ih ;  ehiablishment  of 
Railroad  Iron  Works,  and  for  th«  erection  o(  other 
Blast  Furnaces,  in  addition  to  tb  jse  now  in  opera-^ 
lion.  { 

The  attention  of  capitalists  disposed  to  embarU 
in  an  enterprise  which  offers  are  iiunerating  profit, 
even  on  the  low  prices  ol  iron  cut  rent  beiore  the 
rise  of  the  last  six  months,  and  vhich  promises  to 
be  very  lucrative  while  anything  like  present  rates 
prevail,  and  also  ol  Railroad  Cc  mpanies  desirous 
ol  making  arrangemeutb  for  Iron  Rails  lo  be  deliv- 
ered m  1853,  IS  called  to  this  enterprise. 

Out  of  the  capital  named  a  wve,  the  sam  ol 
S360.000  has  been  devoted  loihe  varchase  ol  about 
30,000  acres  of  land,  upon  which  ihere  are  six  blast 
lurnaces,  which  cost,  including  ihe  personal  prop,| 
erty  accompany  them,  $350,000  Three  of  these 
lurnaces  are  now  in  successlul  <  peration,  and  by 
next  spring,  with  an  outlay  of  ubout  $6  000,  the 
other  three  can  go  into  blast;  aid  at  the  present 
price  of  pig  iron,  these  six  charcoil  lurnaces  would 
realise  a  net  profit  of  six  per  c<nt  on  i8il,000,000, 
capital.  I 

The  company  contemplate  erjcting  four  more 
blast  lurnaces,  for  smelting  with  :oke  the  iron  ores 
at  Johnstown,  and  also  works  kr  manutaciuring; 
railroad  iron,    "lo  do  this,  they  will  require  sub- 
scriptions in  ail  to  the  amount  of  6600,000,  and  to 
carry  on  mo^t  profitably  the  maiulaciure  and  dis- 
posal ot  rails,  the  whole  charten  d  capital  should 
be   raised.     Subscription    lists,   jiroviiiing  that  no 
subscription  shall  be  binding  unl  ;ss  donate  sub- 
scribers for  the  amount  of  S600, 1)00  are  obtained 
by  the  1st  January  next,  and  pam  ihlets  descriptive 
of  the  advantages  of  the  locality  and  estimates  of 
costs,  can  be  had  of  the  undersigi  ed. 
D.  M.  WILSON,  Newart, 
EDWARD  F.  GRANT,   New  York, 
SAMUEL  H.  JOxNES,  Pailadelphia,     - 
JOHN  HARTSHORN,    Joston, 
T.  F.  SECOR,  New  Yoi  i, 
G.  S.  KING,  Johnstown, 
P.  SHOENBUGER,  Pittuburg, 
RHEY,  MATHEWS  &  :0.,  Pittsburg, 
or  at  the  office  ot  the  Provisional  Committee  at 
SIMEON  DRAPER'S,  46  PJucM. 
The  subscriber  is  prepared  to  ci iter  into  contiacta 
to  deliver  RAILROAD  IRON  to  Companies  re 
quiring  it  in  1M53.  SIMEON  DRAPER 


Iron. 

•^£\£k  '^o°s  FishkillCharcoi 
/^\9^W  reasonable  terms,  also 
toils  Fifehkill  Hematite  Ore — de 
keepsie  or  New  York.    Samples 
seen  at  the  store  of  Messrs.  Uoffm^ 
No.  62  Water  st.,  New  York. 

NORxMAN  . 
Poughkeepsie,  Dutchess 
July  10,  1851. 


1  Iron  for  sale  on 
Irom  lUOO  to  5000 
vered  at  Pough 
>(  the  ore  may  be 
•^n,  Bailey  &  Co., 
u ire  by  letter  to 
FINLAY, 
county,  N.  Y,^ 


E  iq 


A.  Whitney  &  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chille*  Railroad  Wheel, 
for  Cars  and  Locomotives.  A  so  furni^ h  Wheels 
fitted  complete  on  best  English  and  American  Roliod 
and  American  Hammered  Axles.  31  if 


Fire  Brick^ 

SCOTCH  Patent— for  sale  in  lot 
era,  by  G.  O.  ROBjERT 

135  Water  street, 
November  19, 186^. 


1. 


t^  sm»  parchai 
'""SON, 
c(|raer  of  Pine, 
N«w  York, 


('•-•;, 
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AM£KlCAil    RAILROAD    JOURMAIj. 


Volcano  Q,uai*tz   Mining   Co.:     To  Railroad  Contractors. 


B 


VOLCANOVII.L,!".,  Kb  DJaADO    COUNTY, 

CAUFORJNIA. 
OOKS  lor  subsciiplioii  lu  i75,000  ul  the  slo-jki  y^ALi:.L>  l^KOt^USALft,  aUdiesseU 


I'l  lijis^ company  aic  no(w  optii  aj  the  ofiice 
Hit  coaopany,  7»  Bkoauway^  New  Yorn. 

The  uncjinruuiily  ricti  cltiiin^  ol  this  company 
hold  out  inuuceinenis,  to  ihobe  who  are  liisposed  to 
invest  cai'itai  iu  quartz  mining  iii  Caliturnia,  nut 
saip^sscil,  11,  iQat;td,t(/Ka*«t/,  by  those  oi  auy  other 
Company  i>^  thai  s'.ate. 

Tne  extraoruiuary  richness  of  our  quartz,  as  was 
wiinesstd  by  tkuusaiuls  at  the  late  Fair  of  l/ic  Am- 
erican  JnslUiUe,  and  the  extrfnt  ol  our  claims,  toge- 
ther wuh  the  peculiarly  lavorable  location  loretuu- 
omical  working  upon  a  large  scale,  will  ensure 
the  most  ample  aud satisfactory  returns  ujjoa  tht;  in- 
vestment, j 

It  IS  well  ufldorstood  by  ptiacticat  men  that,  with 
machinery  woiking  twenty  (jgns  ol  quartz,  paying 
Iwo  cents  per  lb.,  iaigc  pri<ut*  will  be  realized  upon 
each  day's  woik.  it  is  the  intention  ol  the  compa- 
ny to  obtain  machinery  sutiicieut  to  woik  fifty  tons 
per  day,  auU  to  worii  it  in  the  most  economical 
joaannT.  i>/  wnich  they  leel  couhueni  ot  being  able. 
'  m  t:.eir  etoof  v~;uch  vriil  yield  Iroin  two  unis  to 
»e/«.*  *«vufc«  to  the  !^  ,  it  irake  returns  to  their 
,  flactnoKiers  wiiich  will  Dot:  uuiy  .saiisly,  but  siu- 

It  will  be  seen,  by  readiog  the  pamphlet,  con- 
uiiniug  the  charity  the  laws  ot  Caliluruia,  and  the 
details  ol  our  plans  ol  operation,  that  our  csiiiuates 
are  based  upon  lioo  cents  per  lb.,  and  the  expenses 
ot  working  tne  mil!  are  but,  at  present  high  prices 
for  labor,  while  it  is  well  known  to  ail  wno  reilect 
upon  the  matter  that,  as  the  cost  ot  labor  shall  be 
leduced,  the  income  will  be  materially  enhanced. 

It  we  work  40  tons  per  day,  and  yet  two  cents  per 
lb,,  it  will  yield  Sib,  while  tArce,  four,  or  five  cents 
per  lb.,  would  give  a  propurliouate  incrtase  oi  re- 
ceipts, the  expenses  ot  working  the  mill  would  not 
be  increased  a  dollar,  and  will  be  less  than  jj>ilO  a 
day. 

Subsciiptions  can  be  made  by  mail,  enclosing, 
ten  per  cent  on  the  amount,  of  the  balance,  twenty 
per  cent  to  be  paid  on  the  ^Uih  of  Nov.  iust.,  and 
seventy  per  cent  on  the  2i>ihday  of  Decemoer  next, 
ytixca  certiticates  of  stock  will  be  issued. 

Pamphlets,  containing  the  statute  of  California 
in  relation  to  corpoiations,  the  tules  and  regulations 
of  our  lotility,  the  charter  and  by  laws  ot  the  Co., 
together  wiii*  much  other  ipteiestiug  and  useful 
matte!,  includiog  a  map  of  a  portion  ot  the  north- 
ern luinioi;  regions  may  be  bad  gratis  at  the  otiice 
of  the  company,  No.  76  Broadway,  or  by  mail  on 
application,  (postage  paid.) 

TRUSTEES  OR  DIRECTORS, 

NICHOLAS  DEAN, 
ROBElir  M.  SIKATTON, 
NATHANIEL  CONKLING, 
D.  K.  MINOR, 

:0B  S.  HEARN,  i 

irjv/NER  WHITNEY,      I 

BENiA.>JlN  C.  DONNELLaN, 

JAMES  CL0VVD6LEY 

JAMES  ALLE^',  i 

D.  K.  AlINOR,  President, 
James  C'.'-owDa(L,i:y,  Vice  President 
N'CHOLAs  DtAN,  Treasu.'fr.  j 

Nathaniel  Conkl'.ng,  Sacretafjr.   |     • 
New  Yorit,  Oct.  25,  185-<J. 


to  either  of 
he  undersigntd,  will  be  received  at  Hillsbo- 
rough, Highland  county,  Ohio,  until  the  1st  day  ol 
February  next,  al  noon. 

For  the  Graduation  and  Masonry  ol  the  Middle 
Division  of  the  Cincinnati,  Hillsborough  and Park- 
ersbugh  Railway,  extending  Irom  Hillsborough, 
Highland  county,  to  a  point  near  Jackson,  Jackson 
coun.y,  Ohio,  about  56  miles. 

Tht-  line  will  be  ready  lor  examination  early  iu 
January,  and  Profiles  and  Specifications  of  the 
work  will  be  exhibited  at  the  Engineer's  office,  in 
Hillsborough,  lor  one  week  prior  to  the  1st  day  oi 
February. 

This  Railway  forms  the  recognized  continuation 
across  Ohio,  ol  the  Baltimore  and  Ohio,  and  North 
Western  Virginia  Railways,  and  being  located  as 
a  link,  in  the  great  through  line  between  Baltimore 
and  St  Louis,  will  be  fuund  in  every  way  worthy 
of  the  attention  ot  able  and  enterprising  contract- 
ors. 

The  remainder  of  the  line  to  the  Ohio  river  will 
be  ready  lor  contract  about  the  1st  day  of  May 
next.  JAMES  M.  TRIMBLE,  President. 

Elwood  Morris,  Chief  Engineer. 


Notice  to  Contractors. 

mami 


Letting  s. 


>  of  New  York. 

_ 

i 
ofCalifornia. 


Allegkany  Valley  HauroaU 
^KALED  Proposals  will  be  received  at  the  Com- 
O  pany's  Office,  iu  Fourth  street,  Pitt-sburg,  until 
the  iJ-^ad  day  ot  February,  1833,  for  doing  the  Gra- 
ding, Masonry  and  Bridging  on  the  portion  of  said 
road,  between  Pittsburg  and  Kittaning,  Armstrong 
County,  a  distance  of  4"2  miles.  The  line  will  be 
divided  into  Sections  ot  about  one  mile  in  length, 
and  bids  may  be  made  lor  one  or  more  or  all  ol 
said  sections. 

^lans.  Profiles  and  Specifications  will  be  ready 
for)in.spection  on  and  aitcr  the  filth  day  of  Februa- 
ry.^ 

Proposals  will  be  received  for  the  Grading,  Ma- 
sonry and  bridging,  and  also  for  the  super  structure, 
and  nnishing  said  4*2  miles,  complete,  (except  fur- 
nishing iron.) 

Bids  will  be  leceived  and  considereu,  for  the  en- 
tire work,  (except  furnishing  iron,)  from  Pittsburg 
to  the  New  York  State  line. 

Satisfactory  references  will  be  required  from  bid- 
ders not  personally  known  to  the  Company. 

For  further  information,  applicati<>n  may  he 
made  personally,  or  by  letter,  to  Hon.  William  F. 
Johnston,  President  of  the  Company,  or  to  George 
R.'  Eichbaum,  Esq.,  Associate  Engineer,  or  to  the 
subscriber, 

^    W.  MILNOR  ROBERTS,  Chief  Engineer. 

By  order  of  the  Board  of  Managers. 

Office  of  the  Alleghany  Valley  Railroad  Compa- 
ny, Pittsburg,  December  20th,  1852. 

LOW'¥lOORAXLESr 

A  SUPERIOR  Article  lor  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and 24  Broadway, 
New  York. 


To  Railroad  Co's,  Ijocomotive 
Builders  and  Jb^ngineer^. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft'a  Steam  Gauge,  would  rccornmtnd  their 
adoption  by  those  interested.  They  have  been  cxten- 
Bivply  used  on  Railroads,  Steamers  and  Stationary 
.Soi'ers,  where,  from  their  accuracy,  simplicity,  and 
^•j.n  liability  to  derangement,  they  have  given  periect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
->d1v  reliable  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
'^insulting  Engineer,  64  Broadway. 
AVK.  2fl.  l^J'*       irn*  

Dudley  ii.  Fuller  At  Co., 

IRON   COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
MJBW  YUKK, 


^onn  nnn  '^'^ven  per  cent. 

tJP/WVy  Vy«\y  v/ vy  convertible  bonds  of 
the  NEW-CASTLE  aii.l  RICHMOND  RAIL- 
ROAD.—The  undersigned  ofler  for  sale  TWO 
HUNDRED  SEVEN  PER  CENT  CONVER- 
TIBLE BONDS  for  Si.OOOcach,  of  the  NEW- 
CASTLE and  RICHMOND  RAILROAD  COM- 
PANY, with  Interest  Coupons  attached,  payable 
semi-annually  at  Ihe  ottice  of  the  Ohio  Lite  Insu- 
rance and  Trust  Company,  in  New  York.  The 
Bonds  are  payable  at  the  .same  place  in  fifteen  year.s 
and  are  convertible  into  the  stock  of  the  company 
within  five  years. 

These  Bunds  arc  secured  by  a  mortgage  execu- 
ted by  the  Company  to  George  Carlisle,  of  Cin- 
cinnati, and  Joseph  B.  Varnum  of  New  York, 
Trustees  of  the  road  from  Richmond  in  Wayne 
County,  to  New-Castic  in  Henry  County,  includ- 
ing the  superstructure,  iion  rails,  depots,  tolls,  pri- 
vileges and  franchises  of  the  Company,  This 
mortgage  is  the  FIRST  AND  ONLY  LIEN  upon 
this  section  of  the  Ruad,  which  is  a  part  of  the 
great  Trunk  Raiiioad  irom  Cincinnati  to  Chicag;o. 

The  New-Castle  and  Ricbnioud  Railroad  extends 
from  Richmond  to  Logansport,  103  miles,  the 
whole  of  which  is  under  contract,  and  about  one 
thousanci  hands  arc  now  employed  on  the  road. 

The  total  amount  of  stuck  subscribed  upon  the 
whol'^  road  is  S509,400.  The  stock  applicable  to 
the  construction  of  the  road  from  Richmond  to  New 
Castle  is  $250,900. 

This  railroad  passes  through  the  most  fertile, 
populous  and  highly  improved  part  of  Ohio  and 
Indiana,  and  it  must  become  the  great  route  for 
freight  and  travel  between  Cincinnati  and  Chicago 
and  the  Northwest. 

The  local  business  alone  would  be  sufficient  to 
make  the  road  profitable.  The  counties  of  Indiana 
through  which  it  runs  produce  annually  more  than 
two  millions  of  bushels  of  wheat,  five  millions  of 
bushels  of  corn,  one  hundred  and  fifty  thousand 
hogs,  and  fifteen  thousand  cattle,  a  large  part  of 
which  must  be  transported  to  market  on  this  road. 

The  iron  rails  for  more  than  fifty  miles  ol  the 
road  have  been  purchased.  Ten  miles  of  the  road, 
from  Richmond  to  Washington,  will  be  completed 
and  in  operation  in  November  next,  which  wiL 
make  a  continuous  railroad  of  about  70  miles  from 
Cincinnati,  by  ivay  of  Hamilton,  Eaton  and  Rich- 
mond. 

The  holders  of  the  bonds  will  have  for  ther  secu- 
rity the  obligations  of  the  company,  with  subscrip- 
tions of  stock  to  the  amount  of  luore  than  half  a 
million  ot  dollars,  and  a  mortgage  upon  the  road 
from  Richmond  to  New  Castle,  with  the  iron  rails, 
superstructure,  tolls  and  franchises  of  the  company . 

CARPENTER  &  VERMILYE,  44  Wall-st. 
CAMMANN  WHITEHCUSE&Co.  56  Wall-»l. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally, 
are  hereby  cautioned  againat  purchasing  Rich- 
ardson's Patent  Oil  Cups,  or  therignt  to  use  ibe  same, 
except  of  the  undersigned,  Proprietor  of  the  Patent, 
or  ot  some  one  acting  under  his  authority.  Commu- 
nications addressed  lo  him  at  Westminster,  Vt.,  will 
be  pr.^mptly  attended  to.  E.  DeWOLF,  Jr. 

2,  1852.        ly* 


Oct. 


To 


A 


Civil  Engrineers  and 
Surveyors. 

CIVIL  ENGINEER  and  Surveyor  of  very 
great  experience  in  every  detail  of  loncating 
designing  and  constructing  Public  Works,  especi 
aIFy  Railroads,  i<i  desirous  of  a  situation,  he  has 
neen  engaged  practi-^ally  tor  the  past  sixteen  years, 
and  can  produce  the  most  satisfactory  testimonials. 
Address  D.  F.  ca.*«of  Geo.  Gilchrist. 
I  m-53  432  VV^a«hiQgtoa-8t.  N.  Y. 

I  ■  ■ 


£tna  Safety  Fuse. 

THIS  superior  article  for  igniting  the  charge  in  wet 
or  dry  blasting,  made  with  DUPONT'S  best  pow- 
der, is  kept  for  sale  at  the  ofiice  and  depot  of 

REYNOLUS  &  BROTHER, 

X^  So  ^  Manufacturer  8, ^i 
No.  85  Liberty  St. 
NF.W  YORK. 
And  in  the  principal  cities  and  towns  in  the  U.  States. 
1^  The  Premium   of  the  AMERICAN  INSTI- 
TLITE  wp.8  awarded  to  the  Ktna  Sqfety  P\ue  at  ths 
late  Fair  heldi  n  this  city. 
NovftTitfi'  i    i"i'>.  \r 

Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON, 

OFFKRS    HIS    SERVICES    FOB    THE 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,   Cliair§,  or 

any  kind  of  Machinery. 

REFERENCES:      '■  '^ 
Messrs  Palmer,  McKillop,  Dent  &  Co.,  London. 

"       George  Peab<  dv  &  Co,  London. 

"        Curtis,  Bouve  &  Co,  Boston.  v 

Richard  Irvin,  Efq.,  IS ew  York. 
Robert  Ralston,  Esq  ,  Phif  :delphia. 
C.  C  Jamieaon.  Esq.,  Baltimore.  3ii 
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AMERICAN  RAILROAD  JOlRpL. 

^    STEAM  NAVieATION,  COMMERCE,  MINING,  MANUFACTURES. 

HENRY  y.  POOR,  Editor. 
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Saturday,  February  5,  1853. 


The  f -Uowing  companies  have  failed  to  rfply  to  has  been  once   brought  into  use,  until  alter  some 
the  interrogatories:-  The  Albany  and  Schen»'cta(iv,  berious  accident  has  occurred. 
Albany  and  West  Stockbridge,  Buffalo  and  Niagara  I     Culverts  and  bridges  are  tre  |uenlly  constructed 
Falis,  Buffalo  and  Rcx;hester,  Hudson  River,  Long-iof  insutficieut  strength,  or  of  an  improper  quality 
Island,  New  York  and  Erie,  New  York  and  Hir-ol    materials,  or  are  continue.     '-  *•  "  •'"" 


lem,  New  York  and  New  Haven,  Rensselaer  and  have  become  weakened  by  aecuy. 


Aecldenta  on  Railroads. 

Report  of  the  committ  e  appointed  by  the  Legislature 
of  New  York  to  examine  and  report  tke  causes  of 
railroad  accidents,  tke  means  of  preventing  their 
recurrence,  <f-c, 

Statk  Engineer's  Office  ) 
ALbany,  Jan.  10,  l»o3.  \ 
The  select  comraitte  apjjonited  by  resolution  of 
the  Senate,  on  the  15ih  of  April  last,  by  which  they 
are  required  to  examine  and  report  to  the  Legisla- 
ture, at  the  commencement  of  its  next  session,  the 
causes  of  railroad  accidents  in  this  State,  the 
means  of  preventing  their  recurrence,  and  their 
opinion  whether  any,  and,  if  so,  what  legislation 
is  required  on  the  subject,  respectfully 

REPORT: 

That  they  have  deemed  it  necessary,  in  order  to 
comply  fully  with  the  requirements  oS  the  resolu- 
tion, to  examine,  personally,  the  principal  rail- 
roads in  the  State,  as  the  best  means  of  obtaining 
information  Irom  the  various  agents  and  officers  ot 
the  companies,  ol  making  themselves  acquainted 
with  the  characteristics,  workings,  and  manage- 
ment ol  the  roads,  and  as  most  likely  to  lead  to 
suggestions  calculated  to  prevent  the  recurrence  ol 
accidents. 

They  were  aided  in  their  examinations  by  the 
professional  skill  and  experience  of  several  gentle- 
men connected  with  the  management  of  railroads 
in  this  State,  and  were  also  accompanied  by  Sena- 
tors Smith  and  Monroe,  of  the  standing  committee 
on  railroads  in  the  Senate,  who  had  been  invited 
by  the  officers  of  several  companies  to  examine 
their  roads,  with  the  committee. 
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in  use  alter  they 


of  a  quality  k>f 
retain  the  spikes 
they  aie  sometimes 
at  iciterval-i  too  dis- 
>oit   to   the    weight 


Saratoga,  Saratoga  and  Washington,  Schenectady 
and  Troy,  Troy  and  Greenbush,  Buffalo  and  State 
Line,  Chemung,  Pia'.tsburgfi  and  Montreal,  Ro- 
chester, Lockport  and  Niagara  Falls,  Saratoga  and 
Schenectady. 

The  resolution  enjoins  upon  your  committee 
three  distinct  duties  : 

1st.  To  examine  into  the  causes  of  railroad  acci- 
dents. 

2J.  To  state  the  means  of  preventing  them;  and 

3d.  To  suggest  the  necessary  legislation,  if,  in 
their  opinion,  any  is  required. 

The  general  causes  of  railroad  accident* are: 

1st.  Defective  construction. 

2d.  Improper  management. 

3J.  Impeiliments  in  the  roadway. 

Under  the  first  head,  are  embraced  defects  in  the 
construction  of  roadways;  cf  superstruct\iae,  and 
ot  rolling  stock. 

Under  the  second  head  are  included,  the  running 
of  engines  and  trains  ol  too  great  weight,  and  ai 
too  high  a  rate  of  speed  tor  the  grades,  strength 
and  capacity  of  the  road  ;  jhe  employment  of  in- 
competent or  improper  agents  and  workmen ;  the 
want  of  proper  and  vigilant  supervision;  an  in- 
sufficient system  of  signals,  and  want  of  due  atten- 
tion th«r°to;  the  failure  of  conductors  to  make 
their  running  time;  the  running  of  trains  too 
closely  following  each  other;  the  running  of  en- 
gines and  cars  too  great  a  distance,  without  thor- 
ough inspection ;  an  insufficiency  of  brake  power,  ,  ,  u  T  J  --L  •  -  _.• 
aid  insufficient  examination  and  inspection  of  ,h^  brakes  so  that  if  unexpected  uipeuimcnts  are  dis 
condition  ol  the  superstructure  and  rolling  stock,      covered  on  the  track,  or  it  the  nachinery  becomes 

Under  the  third  bead  are  included,  slUes   jromi^^'i^^S'^'l' " '*  *''°°"   impossib  e  to  avoid  an  acoi 
the  cuttings;  persons  and  domestic  animals  upon 
the  track:    cars,    hand    cars,    gravel   and   wood' 

trains,  &c.,   left  standing  in   improper  situations;  .  a        ^        ^  n        u        .     •        •. 

vehicles  crossing  the  track  ;  obstructions  designed- :'"  "^^"^^  such  grades,  especialllr  where  Ireignt  has 

'  •         to  be  transported,  in  which  caie,  engines  ot  enor- 


The  great  number  oi  road  ciossings  at  the  level 
ot  the  grade  of  the  railroads,  afe  proittic  causrs  pi 
accidents 

The  material  used  for  ballast^  is  often  such  that 
the  frost  disturbs  the  level  of 
oallast  in  some  cases  is  not  fiile^  up  sutiii;ienlly  to 
retain  the  ties  in  their  position 

The  cross-ties  are  trequeui  y 
wood  which  is  insufficient  U 
driven  to  secure  the  rails;  and 
oi  insufficient  size,  and  placed 
tant  to  afford  a  suitable  sup 
brought  upon  the  rails 

Tiie  iron  rails  are  fometimea  of  an  inferior  qaaL' 
ity  of  metal,  and  too  light  to  support  the  weight 
and  resist  the  shocks  of  the  engines  and  cars. 

WhCT  heavy  trains  are  rue  over  steep  grades 
and  sharp  curves,  at  high  speec ,  thesupersituciure 
is  required  to  be  stronger  than  \  rhen  less  objectioa'- 
able  grades  and  curves  occur.  j 

The  momentum  with  which  tie  wiieeis  strike  tke 
exte'ior  rails  iu  passing  curves,  must  be  resisted 
by  the  strength  ot  the  iron  rail;  ;  by  the  tenacity  of 
the  spike  in  the  wooden  cross-.>il  s  ;  by  the  adhe.^ion 
and  weight  of  the  ballasting,  aid  by  the  strength  d( 
the  chair  at  the  joints. 

If  these  are  insufficient  to  lesist  the  blow,  tke 
roadway  is  disturbed,  or  the  train  is  thrown  off  tke 
track 

High  speed,  on  heavy  descending  grades,  places 
the  train  out  of  the  control  pt  the   engine  and 


dent. 

When  the  rails  are  wet  or  frhsty,  this  danger  is 
increased.     Engines  of  greater  veight  are  required 


ly  placed  upon  the  track, 

L  Defective  Construction. 

Many  serious  accidents  arise  from  the  practice 
which  prevails  of  opening  roads  for  public  travel 
before  the  work  upon  them  is  completed,  and  also 
from  the  iiasiein  which  much  of  it  is  performed. 

High  embankments  are  built  in  a  short  space  of 
lime,  and  frequently  during  freezing  weather,  the 
subsidence  of  which  disturbs  the  alignment  of  the 
track. 

The  ballasting  is  frequently  omitted,  or  only  par- 
tially done,  before  the  trains  commence  running 
The  gravel  trains  are  run  up  close  to  the  time  oi 
the  passenger  trains,  and  mu^t  be  switched  off  in 
haste  by  the  common  hands,  who.  having  other  du- 
ties to  perform,  do  this  one  carelessly. 

The  work  is  frequently  left  incomplete  after  it 


mous size  are  soiueiimes  used. 

The  eflect  of  such  engines  on  the  superstructure, 
was  graphically  described  by  oce  of  the  engineerti 
of  a  road  where  ihey  were  use* ,  by  saying  "that 
they  rooted  up  the  track." 

There  are  stilt  in  use  many  phrtioDs  of  road  con- 
structed at  a  time  when  the  usi  al  weight  of  loco- 
motives and  trains  was  much  less  than  at  present, 
and  wh^n  the  urgentdemand  of  [the  traveling  com- 
munity for  a  high  rate  of  speef  did  not  so  much 
influence  the  management  of  railroad  companies. 

If  the  present  heavy  trains  land  high  rates  cf 
speed  are  to  be  maintained,  it  is  imperative,  for  the 
-iiifety  of  the  public,  that  the  Bupcrstructure  on 
many  portions  of  roaids  bow  in  use,  should  be  in- 
creased in  strength.  i 

Oar  passea^er  cars,  as  at  present  constructed, 
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are  in  inaay  it^^ecu  einiuenily  calculated  u.  pio- 
tect  pa»:ifugers  iioin  pt-rsonal  injury,  in  case  ot  se- 
rious acciatnt,  and  to  this  may  oe  attributed  the 
small  lobs  of  life  that  has,  in  many  instances,  at- 
tended Irigbiful  collisions  and  derailment  ol  train* 
on  high  and  precipitous  embankments.  In  case  oi 
accideuls  occurring  Irom  the  tailure  of  axles,  the 
thin  flooring  is  no  p.otection  against  the  Iractured 
axle  lorcuig  its  way  into  the  body  ol  the  car. 

Much  dibcussion  has  been  bad  on  the  asserted 
change  which  ukes  place  iu  wrought  iron  when 
auljccied  to  repeated  blows. 

With  the  common  rail,  the  wheel  receives  a 
shock  at  every  joint,  caused  by  the  settling  and 
wear  ot  the  rail  in  the  chair.  Similar  shocks  are 
received  at  the  curves,  and  they  are  communicated 
with  increased  force  to  the  axle  in  consequence  ol 
the  leverage  of  the  wheel  causing  constant  vibra- 
tion, which,  it  isalL'^ed,  changes  the  texture  ot 
the  iron  irom  fibrous  lo  crystalline,  greatly  dimin- 
ishing its  tenacity. 

Upon  some  ol  the  roads  we  have  observed  that 
the  size  ol  the  axles  and  jouriiab  has  been  greatly 
enlarged  beyond  those  in  common  use,  and  it  is  be- 
lieved that,  in  this  State,  they  are  generally  all 
made  of  the  best  material,  and  ji'orged  in  the  best 
manner. 

To  guard  more  effectually  agiinst  the  accidents 
arising  from  the  alleged  deterioration  of  the  iroD 
Irom  the  causes  above  mentioned,  it  has  been  the 
practice,  on  some  roads,  to  run  the  wheels  and  axles 
one  year  only  under  passenger  cars,  and  then  trans- 
fer them  to  freight  cars. 

The  safety  beams  have  been  introduced  on  the 
bars  of  many  of  our  roads,  by  means  of  which  the 
axle  is  upheld  when  broken.  This  has  undoubted 
ly  been  the  means  Of  saleiy,  by  keeping  the  frac- 
tured ends  of  the  axle  suspended  until  the  motion 
OI  the  train  could  be  ariesied  ;  but.  in  many  cases, 
ilis  not  calculated  to  hold  them  with  sufficient 
steadiness  to  prevent  the  wheels  Irom  leaving  the 
kail.  ® 

The  cast  iron  wheel  is  now  generally  in  use. 
'    The  manner  of  constructing  chilled  cast  iron 
wheels,  necesuarily  involves  i.uperfect  work  and 
inherent  defects. 

JL>ii(iug  the  severe  frosts  of  this  climate,  when  the 
roadway  has  berome  very  rigid,  large  numbers  oi 
cast  iron  wheels  tail 

Wrought  iron  wheels  have  been  frequently  tried. 
An  oi'jecuon  is  made  to  their  use  in  consequence  ol 
the  flduges  w^'aring  sharp,  and  thus  rendering  tHem 
▼ery  liable  to  ride  upon  the  rails* 

Wheels,  with  ca.-<t  iron  tires  and  wrought  iron 
arms  or  plates,  have  been  suggested. 

it  is  belirved  that  if  wrought  iron  wheels  could 
be  constructed,  free  from  the  objections  to  these 
heretotore  tried,  it  would  be  founu  to  result  in  great- 
er safety  to  ihe  passengers,  and  greater  economy  in 
jlheir  use. 

The  manner  of  attaching  brakes  is  r ometimes  in- 
Secure,  or  they  become  so  by  use,  and  frequently 
£au>e  serious  accidents  by  falling  upon  the  track 
while  ine  cars  are  iu  motion. 

Under  the  head  of  the  defective  construction  ot 
Ihc  superstructure,  the  dang-;r  oi  running  engines 
aud  tiains  of  too  great  weight,  anu  at  too  high  a 
jrale  ol  speed  for  the  grades  and  curves,  and  lor  the 
•trengih  oi  the  road,  has  been  already  alluded  to. 

1:  is  undoubtedly  true,  as  alleged,  that  the  public 
demand  a  vciy  hign  rate  of  s  Jced,  but  it  is  also 
equally  true  mat  there  are  rates  of  speed  at  which 
the  locomotives  and  trains  cannot  be  run  over  the 
steep  grades  and  sharp  curves  of  roads  of  imperfect 
iCjnstruciiOD,  without  a  certainty  oi  accidi-nt,  and  it 
iwouli  seem  ttiat  if  the  community  requires  higher 
rates  ot  speed,  public  safety  as  imperatively  de 
koauds  increased  strength  of  superstructure,  and  tht 
jimproveinLMU  of  grndes  and  cur\res. 

The  euipUiyment  of  incompetent  or  improper 
a$rents  and  workmt^n  is,  at  this  time,  one  great  cause 
pf  accidents.  The  rapidly  increased  demand  foi 
iserrices  o:  thi^  kind  is,  perhaps,  the  main  reasoii 
for  this.  Companies,  in  opening  their  newly  con 
struciea  roads  to  comply  with  the  demandsof  stock 
jholders  and  the  public,  are  obliged  to  supply  theii 
Various  dt-parimenis  with  agents,  for  whose  com 
peieuey  ana  fitness  they  have  no  guaranty,  and  who 
are  entirely  untrained  lo  those  peculiar  habits  of  im 
plicit  obedience  to  the  minute  rules  and  regulations, 
7pou  the  prompt  and  unconditional  obMfvance  ol 


wiuciii  cpciids  uie  sccuiuy  oi  [>el^olls  ana  piopeiiy. 
By  existing  enactin«'nts,  the  officers  of  corporations 
seemiohave  little  or  no  power  ot  remedying  the  aiffi- 
culty.  it  is  a  fact  woithy  ot  notice,  in  coimeciion 
with  this  sul'ject,  that  this  class  of  (lersuns,  entrust 
ed  wiih  the  personal  saleiy  of  xlmost  the  entire  tia- 
velliug  community,  are  not  held  by  any  of  those 
legal  lestraiots  aud  penalties  which  arc  applied  to 
those  having  in  their  charge  the  most  trifling  pecu- 
niary trust. 

If  a  system  of  signals  is  not  perfectly  arranged, 
and  carried  out  with  the  mot-t  minute  accuracy ,  and 
strictly  observed,  it  leads  to  accidents  which  would 
sometimes  have  been  avoided  by  the  entire  absence 
of  such  signals,  because,  relying  upon  and  giving 
their  whole  attention  to  tbem,iiie  conductors  of  ;he 
traia^do  not  observe  any  irregularity  in  the  road. 

Th^  usefulness  ot  signals  as  a  means  ot  prevent- 
ing accidents,  depends  upon  their  timely  exhibition, 
and  their  bring  so  placed  that  they  can,  und^r  all 
circumstances,  be  seen  at  a  sufficient  distance  to 
'>nable  the  eosjioeman  lo  arrest  the  motion  ol  his 
train,  bttore  reaching  the  point  ot  danger.  For  in- 
stance, if  a  train  cannot  he  stopped  by  a  prompt  ap 
plication  of  ail  the  means  at  hand,  until  it  has  pass- 
ed over  a  space  of  GtJU  yards,  a  signal  which  could 
be  seen  only  400  yards  Irom  the  point  cf  danger 
would  be  ot  little  use.  The  commiii>.-e  believe  that 
many  accidents  have  occurred,  eitner  from  wantoi 
due  regard  lo  instructions  iu  this  respect,  or  fiom  a 
want  of  accurate  knowledge  of  the  distances  re- 
quited for  arresting  trains  under  the  various  con- 
aitions  of  the  track,  ihe  diflerent  gradients  ot  the 
road,  the  weight  and  V'locity  of  the  train,  and  con- 
sequently so  placing  signals,  as  to  render  it  impt.>s- 
sible  lo  avcid  the  danger  pointed  out  by  them. — 
Under  any  circumstances,  signals  are  liable  to  the 
ot>jection,  that  ihey  are  rather  an  inducement  lor 
conductors  aud  engiaemen  to  neglect  a  strict  ob- 
servance of  their  running  tin)^,  or  to  pass  over  un- 
safe portions  of  road  at  oojectiouable  rates  of  speed, 
feeling  that  any  danger  incurred  thereby  will  be 
averted  by  their  exhibition.  In  fogs  or  thick  hazy 
weather,  or  during  heavy  snow  storms,  ine  flag  or 
light  signal  are  ol  course  useless.  The  fog  sigual, 
composed  of  detonating  powder,  which,  being  at- 
tached lo  the  raiiiodd  explodes  when  the  engine 
passes  over  it,  should  always  be  used  under  such 
circumstances.  It  has  quite  recently  been  intro- 
duced dpon  one  ot  our  loads,  aud  should  at  once  be 
adopted  by  ail.  Several  serious  accidents  that  have 
come  under  the  observation  ot  the  commiltee,  would 
oeen  prevented  bad  it  been  used. 

The  failure  ol  condu  tors  to  make  their  lime  as 
laid  down  m  their  time  tables  is  a  frequent  cause 
ot  seiiuus  accidents,  particularly  on  toads  where 
numerous  trains  are  run  al  diflerent  rates  of  speed 
and  at  short  intervals. 

This  great  lault  is  atyibatablc  to  the  incompet- 
ency o(  enginemen,  lo  disregard  or  want  of  atten- 
tion of  conductors  lo  their  time  tables,  to  attaching 
trains  of  loo  great  weight  to  Ucomoiives  deficient 
in  capacity,  thereby  rendering  it  impossible  lor  the 
eugiueman  to  make  his  tune  when  ihe  grades  are 
aeavy,  or  the  curves  ot>jeciijnable,and  compelling 
him  to  gaiu  it  by  running  at  too  high  a  speed  over 
those  portions  ot  the  road  where  less  power  »s  re- 
quired, and  thus  passing  switches  and  turnouts 
vvnere  iraiusot  an  inleiior  class  are  xpected  logei 
out  ol  the  way,  stations  at  which  they  do  not  slop, 
or  portions  ot  the  road  undergoing  repairs,  at  un 
certain  times  aud  at  otijedionabie  velocity,  or  i: 
may  be  attributed  in  some  cases  to  the  time  being, 
■>o  arranged  by  the  tables  as  to  render  it  extremely 
ditticult,  it  not  impossible  with  the  utmost  care  and 
a:teniion  on  the  paitof  the  conductor  or  engine- 
man,  to  make  the  exact  lime  under  all  conditions 
ot  the  track,  weather,  etc.  Most  of  the  accidents 
that  occur,  are,  iu  some  way  or  other,  due  to  this 
cause.  Trains  approach  each  other  from  the  laci 
ot  one  or  bo:h  being  out  of  time,  and  consequently 
jut  of  iheir  proper  position.  When  signalled,  or 
>een  even,  the  iatcrvenii>g  space  may  be  too  short 
ior  stopping,  and  collisions  are  the  consequence. 

Employers  engaged  in  repairing  defective  por- 
lions  oCthe  road  beiure  or  alter  trains  are  due,  may 
oe  so  intent  upon  their  work  as  to  render  them  heed- 
less or  forgetlul ;  may  be  remiss  in  fixing  signals, 
or,  in  their  hurry  to  escape,  may  leave  implements 
or  other  obstructions  on  the  track,  or  Ihe  track  may 
be  left  ia  a  conditioo  aangerous  for  the  trains  to 


pass,  inj  uries  to  the  men,  or  derailmenl  ol  the  ti  ains 
are  the  consequence. 

At  sintions,  in  the  haste  to  gain  time,  passengers 
are  hurried  lo  or  irom  the  cars,  or,  in  the  coutu- 
.>ion,  remain  in  dangerous  positions  on  the  platform 
or  steps,  tall  or  are  drawn  under  the  wheels.  Ser- 
vants discharging  iheir  duties  about  the  train,  have 
not  lime  to  remove  from  exposed  situations,  and  are 
often  killed  or  injured. 

When  trains  are  not  punctual  as  to  time,  the 
agents  of  stations  not  having,  perhaps,  any  defiuile 
rules  to  act  upon,  are  lelt  more  or  less,  to  rely  upon 
their  own  judgment,  and  much  consideration  is  re- 
quired at  every  station  as  to  how  the  safety  of  other 
trains  will  be  aflTected  by  their  action.  Embarrass- 
noenu  are  iiroduced,  and  accidents  occur,  trom  a 
want  of  foresight,  in  not  thinking,  in  the  hurry  of 
their  occupation,  ot  all  the  circumstances  bearing 
upon  the  trains  iu  consequence  of  thtir  being  out 
of  time. 

INSUFFICIENCY  OF    BRAKE    POWER. 

One  of  the  most  effectual  means  of  preventing 
the  occurrence  ot  a  numerous  class  of  accidents,  is 
the  power  of  promptly  arresting  the  progress  of 
trains.  Its  adequacy  depends  upon  the  number  of 
brakes,  and  of  lue  mon  appointed  to  apply  them, 
and  on  the  promptitude  with  which  they  aischarge 
their  duty.  The  extent  ot  the  necessary  means  va- 
ries with  the  weight  and  speed  of  trains,  with  the 
grades  aud  curves  oi  the  road,  and  the  condition  of 
the  rails  and  weather.  There  is  no  defect  in  the 
working  of  trains  so  reprehensible,  an  1  an  insuffi- 
cient provision  of  the  necessary  means  for  this  pur- 
pose; and  it  is  incumbent  upon  those  having  the 
management  of  trains,  to  ascertain  with  great  ac- 
curacy, within  what  intervals  of  time  and  distance 
their  trains  can  be  .stopped  under  all  the  various 
circumstances  above  mentioned,  and  lo  see  that  the 
brake  power  is  always  amply  adequate  to  meet  all 
possible  contingencies  arising  trom  the  nature  of 
their  road,  and  the  character  and  extent  of  its  busi- 
ness. 

It  may  be  well  to  state,  that  the  interval  of  space 
required  lo  arrest  a  train,  increases  in  the  ratio  of 
the  square  ot  the  speed ;  thai  is,  with  the  same  brake 
power  applied,  a  train  running  at  the  rate  of  50 
miles  an  hour,  will  pass  over  four  times  the  space 
before  it  can  be  arrested,  that  it  would,  if  running 
only  25  miles  per  hour. 

The  salety  of  trains,  and  the  prevention  of  acci- 
dents, being  so  directly  dependent  upon  the  adequa- 
cy of  this  power,  the  committee  feel  il  a  pan  of 
their  du;y  lo  state,  that  it  is  one  of  the  most  appar- 
ent detects  in  railroad  management  which  has  come 
under  their  observation ;  and  several  of  the  most 
disastrous  accidents  which  have  occurred,  may  be 
atlribuiea  lo  this  cause. 

It  is  true  that  an  increase  of  brake  power  can 
only  be  obtained  by  an  increase  in  the  expenses  of 
running  Uains,  but  its  importance  to  the  safety  of 
passengers  is  too  great  to  allow  it  lo  he  neglected 
tor  any  considerations  of  economy.  ;,.       .  ■  v  .  . , 

RUNNING  TRAINS  TOO  CLOSELY  FOLLOWING  EACB 
OTHER. 

The  dangers  arising  from  this  cause  grow  out  of 
the  neglect  of  the  several  trains  occupying  the 
same  track  to  maintain  their  proper  running  time, 
or  by  accidents  cauMng  delays,  or  by  insufficient 
orane  power,  as  has  been  already  stated, 

RUNNING   ENOINF-S  AND    CARS  TOO  GREAT  A  DISTANCE 
WITHOUT  THOROUGH  INSPECTION 

The  complexity  of  the  machinery,  and  its  liabil- 
ity to  injury  from  the  imperfections  of  the  road- 
ways and  the  high  speed,  make  a  frequent  inspec- 
tion necessary,  lo  lessen  the  danger  of  accidenu,  re- 
sulting from  this  cause. 

The  liability  to  accidents  originating  in  this 
manner,  must  necessarily  be  in  pioportion  lo  the 
distance  run  without  such  thorough  inspection  as 
is  necessary  to  discover  aud  remedy  injuries  which 
the  engines  and  cars  receive,  tor  it  cannot  be  sup- 
posed that  such  an  inspection  can  be  made,  and  the 
remedy  applied,  during  the  short  intervals  of  lh« 
stoppage  ot  the  trains  at  the  several  stations, 

INSPECTION. 

The  decay  of  the  materials  which  are  used  in  the 
superstructure,  and  the  severe  use  to  which  it  and 
the  rolling  slock  are  constantly  put,  make  a  con- 
stant and  vigilant  Inspection  necessary.     When 
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this  is  neglecltd,  accidents  of  a  serious  nature  must 
ensue. 

PERSONS  AND   DOMESTIC   AN1M4LS    UPON    THE  TRACK. 

It  is  perhaps  a  just  complaint  on  the  pait  of  the 
railroad  corporations,  that,  with  the  existing  enact- 
ments and  the  prejudicts  of  the  public,  they  have 
not  the  power  to  guard  against  the  ftvquent  ca!>u 
alties  that  arise  from  thes^e  causes.  Cattle  or  other 
domestic  animals  are  le/t  by  their  owners  upon  the 
track,  at  crossings,  or  get  upon  them  through  gates, 
or  bars,  carelessly  or  perhaps  designedly  left  open  ; 
and  although  it  is  unlawful  for  the  public  to  ride, 
drive,  or  walk  upon  it,  except  at  crossings  it  is 
nevertheless,  constantly  occurring  and  it  is  a  very 
frequent  cause  of  serious  accidents.  It  is  quite  evi- 
dent that  it  is  impossible  for  companies  to  fultil 
their  engagements  to  the  public  unless  they  can 
run  their  trains  without  delays  or  hindrances  ot 
this  kind,  and  that  the  safety  ol  passengers  requires 
that  efficient  means  should  be  afforded  lor  prevent- 
ing them. 

The  right  to  occupy  road  crossings  at  the  time 
when  the  trains  are  passing  would  imply  the  right 
of  delaying  all  trains,  and  consequently  causing 
serious  inconvenience  to  the  public.  It  would  be 
unjust  to  exact  regularity  in  the  running  of  trains, 
ana  at  the  same  time  allow  of  obstructions  which 
would  render  it  impossible. 

The  accidents  occasioned  by  the  intrusion  of  cat- 
tle and  other  domestic  animals  upon  the  track,  may, 
however,  be  attiibuted  in  some  degree  to  a  wantol 
due  care  on  the  part  of  companies  to  see  that  the 
fences  are  kept  in  good  repair. 

IMPRtJDENCE  OP    PASSENGERS  AND   WORKMEN. 

A  large  proportion  of  the  injuries  received  by  pas- 
sengers and  employees,  is  the  result  of  carelessness, 
ignorance  and  insubordination. 

To  passengers  these  accidents  occur  by  attempt- 
ing to  get   upon  and  off  Irom  trains;  by  standing 
upon  the  plailorm  and  passing  from  one  car  to  an- 
other while  in  motion,  and  by  exposing  their  per 
sons  beyond  the  side,  of  the  car. 

The  employees  must  necessarily  be  exposed  to 
the  dangers  incident  to  railroad  management. — 
Many  injuries  are  received  by  them  while  perform- 
ing their  duties  at  stations,  and  in  coupling  cars,  and 
by  exposure  of  their  persons  while  the  trains  are  in 
motion. 

//.  The  Meani,  of  Preventing  Accidents. 

From  the  above  enumeration  ot  the  various 
causes  ot  accidents,  it  will  readily  appear  how  much 
their  prevention  depends  upon  the  faithful  and 
prompt  discharge  of  the  duties  devolving  upon  the 
agenu  entrusted  with,  or  in  charge  ot  the  numerous 
departments  of  railroad  management. 

Few  casualties  occur,  which  cannot,  in  their  first 
causes,  be  traced  to  some  neglect  or  omission  in 
these  respects. 

A  switch  may  be  improperly  adjusted  by  the  re- 
missness of  the  person  having  it  in  charge.  The 
signal  of  danger  may  be  omitted  or  neglected  to  be 
observed,  when  made.  Trains  may  be  placed  in 
dangerous  proximity  to  each  other,  from  disregard 
to  time  tables.  Delects  in  machinery  may  be  un- 
discovered for  the  want  of  careful  inspection.  There 
may  be  a  want  of  sufficient  brake-power,  or  neglect 
of  Its  prompt  application;  and  the  results  are  the 
derailment  of  the  trains,  collisions  or  other  casual- 
ties, causing  serious  injuries,  and  the  destructioa  ol 
life  and  propery. 

It  would  appear,  therefore,  as  a  general  rule,  that 
the  remedy  must  be  found  in  some  means  that  will 
induce  a  more  ligid  enforcement  of  the  regulations 
made  for  the  management  of  railroads,  a  more 
prompt  and  implicit  compliance  with  them  by  the 
subordinates  acting  under  their  guidance,  and  in  a 
controlling  influence  that  will  induce  railroad  cor- 
porations, at  all  times,  to  bear  in  mind  that  the 
safety  and  accommodation  ot  the  public  are  the 
first  and  important  considerations  for  which  they 
have  received  their  corporate  rights  and  privileges. 

it  may  be  true  that  the  managers  of  railroads, 
■who  are  well  aware  how  much  the  interests  of  their 
associations  are  involved  in  the  prevention  of  acci- 
dents, do  all  in  their  power  for  the  public  sateiy, 
and  that,  under  many  circumstances,  the  causes 
which  mainly  endanger  it,  are,  in  a  great  measure, 
beyond  their  control.  If  so,  additional  legislation 
i«  required,  and  railroad  management  should  be 


placed  under  such  supervision  as  will  enable  the 
State  to  obtain  a  thorough  knowledge  of  the  cause* 
of  casualties,  to  ascertain  where  the  difficulty  lies  ; 
and  then,  it  found  necessary,  give  to  the  officers  ol 
companies,  such  additional  powers  ol  control  as 
may  be  required  for  the  greater  safety  of  the  com- 
munity. 

///.  To  suggest  the  necessary  Legislation,  if,  in  their 
opinion,  any  is  required. 

The  subject  of  Itgislation,  with  a  view  to  pre- 
vent the  recurrence  ol  casualties,  is,  necessarily,  so 
connected  with  that  of  State  supervision  over  all 
the  departments  of  railroad  management,  and  in- 
volves so  many  important  consideiations  in  refer- 
ence to  the  greatest  benefit  and  saiety  to  the  public, 
that  the  committee  have  deemed  it  their  duty  to 
give  to  It  a  somewhat  detailed  consideration. 

The  right  of  a  people  to  have  free  access  to  each 
other  for  the  various  purposes  required  by  the  con 
.litions  of  fociety,  is  an  inherent  right,  and  the 
power  of  improving,  or  in  any  way  altering  the 
means  adopted  for  these  ends,  cannot  bs  taken  from 
the  public,  except  with  their  consent.  The  roads 
or  means  ol  intercommunication  ot  a  country,  are, 
iherelore,  a  part  ot  the  general  interest,  and,  from 
the  earliest  periods,  the  sovereign  power,  under 
whatever  Jorm  it  may  have  existed,  has  ever  held 
the  right  t.f  controlling  them  for  the  (general  good. 
The  practice,  which  grew  up  of  intrusting  their 
construction  and  management  to  associations  form- 
ed lor  that  purpose,  was  only  a  delegation  of  its 
powers,  in  order  to  secure  in  a  greater  degree,  the 
welfare  of  the  community.  An  irrevocable  transfer 
of  its  powers  was  never  designed. 

In  retracing  the  legislation  of  our  State  in  refer- 
ence to  such  associations,  it  will  be  seen  that  the 
inherent  powers  of  the  State  have  been  distinctly 
asserted  and  carefully  guarded. 

The  Legislature,  acting  for  the  general  welfare, 
in  granting  to  them  such  privileges  as  might  best 
meet  the  public  wants,  has  invariably  reserved  the 
right  ot  modifying  and  controlling  their  privileges 
in  any  way  or  manner  best  calculated  to  secure 
these  objects. 

When  the  projectors  of  railroad  enterprises  first 
began  to  ask  the  necessary  privileges  and  immu- 
nities from  the  State,  it  will  be  seen  that  these  have 
been  granted  with  well  defined  limits  and  condi- 
tions, reserving  the  right  of  altering  or  modifying 
them,  from  timt;  to  time,  and  of  limiting  the  periods 
of  their  corporate  existence. 

The  last  general  enactment,  (the  Railroad  Law 
of  1850,)  in  addition  to  reserving  the  right  of  an- 
nulling or  dissolving  any  corporation  formed  under 
it,  and  ol  reducing  the  rates  of  fare  under  certain 
conditions,  has  compelled  all  companies  to  make, 
annually,  a  detailed  statement  under  oath,  of  all 
their  operations,  both  with  regard  to  finance  and 
management,  for  the  pftrpose  of  lurnishing  the 
State  with  reliable  statistical  information  for  its 
guidance,  whenever  the  public  welfare  and  safely 
should  require  additional  legislation  with  regard 
to  them.  In  no  sense  can  railroad  corporations  be 
coniiidered  as  placed  beyond  the  control  and  super- 
vision of  the  State.  In  grantirg  them  their  corpo- 
rate privileges,  it  was  intended  and  designed  that 
ihey  should  be  used  with  a  view  to  the  welfare  and 
greatest  pos&ible  benefit  to  the  community,  and  the 
sovereign  power  neglects  its  duty,  if  it  does  not 
guard  against  their  being  made  subservient  toother 
purposes,  or  if  it  fails  so  to  modify  and  control  them, 
as  to  secure  to  the  public  the  greatest  possible  a- 
mount  of  benefit  compatible  with  the  full  develop- 
ment of  so  great  an  element  of  industrial  progress. 

It  is  also  worthy  of  remark,  that  independently 
of  the  right  ejipressly  reserved  by  the  Legislature 
to  modily,  alter  or  repeal  the  railroad  charters,  their 
proprietors,  as  the  grantees  of  a  public  franchise,  to 
be  exercised  for  the  public  beiufit,  are  liable  to  a  lib- 
eral control  when  necessary  to  the  public  interest, 
by  any  future  Legislature,  whose  power  over  them 
is  not  to  be  limited  by  implication. 

It  is  expedient  to  place  railroads  under  the  su- 
pervision of  the  State,  to  insure  greater  safety  to 
the  travelling  community,  as  well  as  to  secure  the 
greatest  amount  ot  public  benefit  Irom  them  t 

A  long  and  persistive  course  of  legislative  inter- 
ference with  the  various  pursuits  of  commercial 
and  industrial  enterprise,  and  with  the  complex  re- 
latione of  supply  and  demand,  for  the  purpose  qi 


protecting  the  public  interest,  hi  >«iu.ujaanily  prov- 
ed the  fallacy  of  the  principle  1,1  'ii  v\hich  it  was 
Dased.  Enlightened  public  s*-!  nmi-ut  now  justly 
condemns  any  restrictions,  by  lcf:al  en^ctm-'nu, 
upon  the  fiee  operations  of  trai  lie,  and  in  all  thai 
relates  to  cheapness,  facility  or<  ccommonation.  the 
best  security  lor  the  public  wcit  ire  will,  as  a  gene- 
ral rule,  be  found  in  the  untr<  minelled  and  free 
competition  of  individual  enteririse  and  capital. 

It  therefore,  only  remains  to  inquire  whether  this 
general  rule  of  competition,  wlen  applied  to  rail- 
roads, will  secure  10  the  gieatest  possible  extent,  the 
safety  of  the  travelling  public  aid  liie  general  wel- 
fare, and  whether,  with  ihe^e  objects  in  view,  the 
•State  has  done  its  whole  duty  i  1  granting  to  thc«i 
the  exclusive  rights  and  privi  eges  required  lor 
their  successful  operation. 

As  regards  intercommunicaron  by  railroads,  as 
compared  with  any  other  mode  at  present  known, 
it  requires  no  argument  to  shoi'  that  tht-re  can  be 
no  competition,  and  that,  until  human  ingenuity 
hall  have  developed  some  new  element  applicable 
to  such  purposes,  they  are  in  possession  ol  an  ua- 
approachable  monopoly,  exclusive  just  in  propor- 
tion to  their  superiority.  The  same  may  be  t>aid 
with  regard  to  competition  upon  any  single  road  or 
series  of  roads  und^r  one  control  or  management. 
At  one  time  it  was  supposed  that  the  tratlic  upon 
them  would  b»  open  to  competition,  and  that  by 
this  means  the  greatest  possible  benefit  to  the  pub- 
lic w^ould  ultimately  besecurel;  but  it  has  long 
since  become  apparent  that  theii  indiscriminate  use 
by  the  community  is  impossitle.  The  accidents 
that  now  so  olttn  occur  irom  wont  of  due  regard  to 
time  and  minute  regulations,  <  learly  demonstrale 
how  impracticable  it  would  be  to  allow  the  running 
of^  trains  by  rival  parties  at  va  ious  rates  of  speed 
on  the  .same  road,  like  co>qapetiiig  stage  coaches  on 
a  public  highway.  The  sale  w  jrking  ol  a  lailroad 
requires  unity  of  action  aqd  peifect  combination  of 
arrangement,  which  cannot  bi  obtained  without 
confining  the  managemeitt  of  Its  carrying  traffic 
within  the  limits  of  its  general  Control.  Hence,  all 
companies  have  now  the  exclusive  management  ot 
the  entire  business  upon  their  roads  ;  and  this  ar- 
rangement seems  an  atisolute  ncce>sity,  without 
which  the  whole  railroad  system  would  soon  be- 
come impracticable;  showing  conclusively  that 
the  principle  of  competition  is  inapplicable  and  can  ' 
never  be  calculated  upon  as  ajmeans  of  securing 
any  addditional  safety  or  beneit  to  the  commtini- 

ty.        ■  -  '  , 

May  not  these  advantages  bp  secured  from  the 
competition  between  rival  lines  runnitig  in  similar 
directions,  or  having  the  same  termination  1 

The  principal  lines  of  road  i^i  this  State  passing 
as  most  of  them  do,  through  [portions  of  country 
sparsely  populated,  the  resources  of  which  are  as 
yet  but  partially  developed,  cannot  be  expected,  at 
this  time  to  furnish  in  their  op  iraiions  any  statis- 
tics or  reliable  facts  from  wn  ch  to  estimate  the 
probable  advantages  the  public  are  likely  to  derive 
Irom  their  competition.  It  would  seem,  however, 
at  present,  in  reference  to  reduced  rales  of  traffic  or 
accommodation  along  their  route,  or  regard  lor  the 
safiety  of  passengers,  that  little,  if  any  increased  a- 
mount  of  public  benefit  has  been  attained;  and  it 
seems  doubtful  even  when  thes;  shall  have  receiv- 
ed their  full  capacity  for  business,  (many  of  them 
being  yet  unfinished,)  and  perfected  in  all  their  va- 
rious ciepartnienis  whether  the  principle  of  compe- 
tition will  apply  to  ihem.  It  undoubtedly  will 
not,  except  in  very  populous  ilistricts,  where  the 
business  is  likely  to  be  enough  to  afford  adequate 
iucomes  to  rival  lines  ;  but  even  in  such  a  case,  it 
may  be  questioned  whether  tlje  public  interest  is 
enhanced  by  competition.  Our  large  cities  which 
may  be  the  common  termini  of]  a  great  numt>er  of 
roads  may  perhaps  derive  additional  benefit  from 
competition  for  the  traffic  that  passes  over  the  whole 
extent  ot  their  routes,  but  the  community  along  the 
intermediate  portions,  where  there  is  no  competi- 
tion for  the  way  business,  receiire  none  ot  its  bene- 
fits, but  are,  on  the  contrary,  oaen  disproportional- 
ly  taxed,  and  deprived  0!  many  of  the  facilities 
which  are  their  due  to  enable  the  companies  to  se- 
cure the  through  traffic. 

Take  it  for  granted,  that  a  large  ponion  of  the 
cost  of  transportation  consist^  ot  the  amount  of 
capital  expended,  it  is  evident!  that  an  equal  am- 
ount of  busii^dw  could  ^  done  kuuch  cheaper,  with 
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the  same  profit,  on  une  liae,  than  if  the  same  were 
divrided  between  two,  with  an  outlay  of  twice  the 
amount  of  capital ;  consequently,  the  general  wel- 
fare would  be  more  efiectually  promoted  by  a  single 
road  properly  restricted,  than  by  competition  be- 
tween rival  companies. 

The  ultimate  effects  of  competition  would  be 
diminution  o!  revenue,  embarrassments  in  meet- 
ing current  expe^-^es  inability  ti>  maintain  the 
roadway  and  mat-e/ial  in  an  etHcient  and  sate  con- 
dition, and  a  proportionate  diminution  of  the  facil- 
ities of  tradic  and  of  the  adequate  oceans  of  safety 
to  the  traveling  public* 

But,  admitiiug  the  benefits  of  competition — there 
can  be  no  guarantee  to  the  public  that  it  will  be 
continued.  The  advantages  to  be  derived  from 
combination  between  rival  companies,  having  no 
competition  to  fear  fiu:a  any  other  Known  mode  of 
intercommunicaiiou,  are  so  obvious  as  to  leave 
little  doubt  that  an  amalgamation  ot  their  interests 
in  some  manner  would  be  the  ultimate  result.  In 
England,  where  the  great  number  of  railroads  run- 
ning through  a  comparaiivLiy  limited  space  oi  ter- 
ritory, would  sjoner  l>-^t  tn.-  qaestiou  of  competi- 
tion than  here,  experience  has  abundantly  proved 
the  correctness  of  these  views.  Close  competition 
has  been  mainiaiutd  iu  reducing  rates  of  traffic, 
and  furnishing  additional  means  of  preventing  cas- 
ualties, and  the  community  have,  for  a  time,  en- 
joyed the  consequent  benefits.  These  contests, 
however,  have  always  ended,  as  4aey  inevitably 
must,  by  combination,  or  some  otiier  arrangement 
Which  has  deprived  the  community  of  all  the  ad- 
vantages to  be  expected  from  competition. 

As  early  as  Iblti,  a  select  committee  appointed 
by  Parliament  "to  inquire  woeiber  conditions 
might  not  be  embodied  iu  railway  acts,  better  fitted 
than  those  hitherto  in  them,  to  promote  and  secure 
the  interests  of  the  public,"  expressed  their  opinion, 
very  decidedly,  as  to  the  hopelessness  ot  looking  to 
competition  for  the  means  of  securing  the  interests 
of  the  public — stating  the  fact  "  that  the  more 
powerful  companies  had  not  only  obtained  the  con- 
trol of  railway  lines  from  which  competition  might 
be  apprehended,  but  had  also  succeeded,  by  vari- 
ous lacaBS,  in  obtaining  a  control  over  the  canals, 
which,  for  a  time,  maintained  competiLion  icith  them 
in  the  carriage  of  luavy  freiglU,  and  had  thus  de- 
prived the  public  of  all  the  pruttclioh  at  one  time  an- 
ticipated from  this  source."  Nearly  all  the  witnesses 
that  appeared  before  the  committee,  comprising 
gentlemen  ot  the  highest  character,  connected  with 
railroads,  gave  it  as  their  opinion  "  that  the  public 
can  never  be  benefitted  bytne  competition  of  com- 
panies." Mr.  Robert  Steohenson  was  of  the  opin 
ion  that  the  power  of  supervision  should  extend  to 
vetoing  the  construction  of  competing  lines  to  pro- 
tect the  public  against  the  increased  rates  of  tratiic 
that  would  be  necessary  to  ri^munerate  the  addi- 
tional capital  employed  for  that  purpose. 

It  would  appear,  therefore,  that  the  principle  of 
competition  cannot,  as  a  general  rule,  apply  to 
railro|d  corporations,  and  that  thei|^resis  of  the 
community  should  not  be  left  to  its  aP^;ation  as  in 
ordinary  business  enterprises;  that  they  must,  from 
their  peculiar  elements  be,  in  a  greater  or  less  de- 
gree monopolies,  and  necessarily  liable  to  the  evils 
of  monopoly.  These  evils  are  not  probably,  as 
great  at  this  time  as  ih-.-y  may  b;  hereafter,  when 
the  system  becomes  more  perfectly  developed,  and 
placed  under  the  management  of  persons  less  dis- 
posed to  show  delWrence  to  public(jsf||(i'imeDt;  nor 
are  they  as  yet  very  perceptible  to  tbe^  public,  from 
the  fact  that  they  are  not  apparent  in  any  direct  loss 
to  the  community  ;  for  railroads  under  any  system 
must  be  a  great  benefit,  but  consist  rather  in  depri- 
ving it  of  the  additional  advantages  it  would  other- 
wise obtain.  It  is  nevertheless  due  to  the  commu- 
nity that  the  tendency  of   these  evils  should  be 


♦Mr.  William  Reed,  who  was  at  t^elime  exten- 
sively connected  wiih  railroads  in  Prfflicp,  stated  in 
his  testimony  btlbre  a  committee  of  the  British 
Parliament,  that  the  lamentable  disaster  that  ocur- 
red  between  Paii<  and  Versailles,  by  which  up- 
wa.'ds  ot  one  hundred  lives  were  sacrificed,  might 
be  tracfd,  in  its  first  causes,  tc  the  competition  be- 
tween ih'  two  rival  ro-ids  thea  in  operation,  the 
company  bei-iar  so  crippled  in  its  resources  thereby, 
that  jt  was  unable  to  Keep  its  machinery  and  other 
material  io  a  proper  contii'.ion. 


checked,  and  if  the  above  views  are  correct,  it  is 
incumbent  upon  the  State  to  place  the  whole  sys- 
tem under  such  control  and  supervision  as  may  be 
deemed  necessary  to  secure  the  greatest  amount  ol 
public  benefit  cooapatible  with  a  due  regard  to  the 
pecuniary  interests  involved  in  the  operations  of 
railroads. 

It  may  be  urged  that  it  would  be  unjust  to  sub- 
ject railroad  corporations,  which  have  done  so 
much  for  social  advancement,  to  any  interlerence 
which  is  not  applied  to  other  industrial  associations. 

It  must  be  replied  to  this,  that  companies  formed 
for  mercantile,  mechanical  or  commercial  purposes, 
are  generally  private  in  their  character,  and  their 
operations  have  but  little  effect  upon  the  communi- 
ty beyond  their  individual  siocljliolders.  On  the 
other  hand,  railroad  corporations,  by  means  of  the 
great  powers  granted  to  them,  are  building  up  a 
>ystem  of  intercommunication  so  superior  to  all 
uihers,  as  to  compel  its  exclusive  use  by  the  com- 
munity. There  were  2,500,000  tons  ot  freight  and 
10,000  000  passengers  carried  upon  our  railroads 
the  past  year,  and  there  is  already  invested  in  them 
the  enormous  sum  of  jf  100.000  000.  This  amount 
must  be  gieatly  augmented  lor  some  years  to  come, 
in  laying  down  douole  tracks,  in  completing  roads 
already  commenced,  ana  iu  constructing  others 
that  now  are  or  may  be  hereafter  projected.  They 
will  soon  monopolize  the  entire  passenger  and  a 
portion  of  the  freight  transportation  of  the  State. 
They  must  move  our  troops  and  munitions  in  time 
of  war,  and  perform  the  mail  service.  "Their 
management,  therefore,  involves  public  and  social 
interests  of  vast  magnitude,"  and,  although  much 
praise  is  due  to  the  individual  enterprise  that  has 
so  rapidlj^-  developed  this  great  element  of  social 
progress,  it  must  be  borne  iu  mind  that  these  asso- 
ciations owe  theirorigin  to  the  legislative  will,  and 
the  great  public  interests  affected  by  their  opera- 
tions, making  it  the  duty  of  the  State  to  exercise  a 
cart-tul  supervision  over  them;  and,  it  required,  to 
modify  their  powers  from  time  to  time. 

If  these  views  show  the  necessity  of  supervision, 
we  are  next  to  inquire  in  what  manner  it  should  be 
exercised.  Should  authority  be  given  to  interfere 
with  the  details  of  railroad  management,  to  regu- 
late the  running  oJ  trains,  to  arrange  time  tables, 
to  appoint  and  remove,  or  otherwise  punish  em- 
ployees for  neglect  or  violation  of  duty,  &-c.  It  is 
possible  that  instances  may  occur  where  interfer- 
ence of  this  kind  might  be  necessary,  but  the  com- 
mittee can  see  many  reasons  why  recourse  sh  'uld 
not  be  had  to  it,  at  least  until  it  shall  become  appar- 
ent that  thf  object  in  view  cannot  be  attained  by 
other  means.  The  working  of  a  railroad  requires 
the  accurate  arrangement  of  a  great  variety  of  de- 
tails, and  a  prompt  discharge  of  all  the  duties  as- 
signed to  the  several  departments  of  its  manage- 
ment. To  divide  the  authority  from  which  the 
regulations  necessary  to  effect  these  objects  must 
emanate  ,  would  give  rise  to  contusion  and  embar- 
rassments, engender  bad  feelings  and  hostility  on 
the  part  of  companies,  take  from  the  officers  their  re- 
sponsibdlty,  and  might  result  disastrously  tor  the 
safety  ot  the  public. 

The  committee  therefore,  entertain  douBts  as  to 
the  beneficial  results  of  any  legislation  at  this 
time,  having  for  its  object  direct  inierference. 
They  are,  however,  of  the  opinion  that  the  pu'^lic 
safety  and  Weltare  would  be  enhanced  by  placing 
railroads  under  the  rigid  supervision  of  th«  State, 
giving  to  the  authority  created  tor  that  purpose 
such  powers  as  will  enable  it  to  obtain  full  inform- 
ation in  regard  to  the  management  of  all  corpora- 
tions formed  for  such  purposes;  to  see  that  their 
corporate  powers  are  not  exceeded,  to  the  Injury  of 
the  public,  and  that  the  legal  requirements  in  re- 
lation to  them  are  lully  complied  with  ;  to  call  for 
the  most  accurate  returns  and  statistics  and  t©  give 
the  most  ample  and  unreserved  publi  ity  to  all  the 
details  of  their  operations  lor  the  purpose  of  enao- 
ling  the  community  to  judge  from  the  representa- 
tion of  responsible  and  disinterested  authority,  of 
the  skill  and  fidelity  of  their  management.  Power 
should  also  be  given  to  investigate  and  ascertain 
all  the  facts  and  circumstances  in  relation  to  casu- 
alties, with  a  view  to  suggest  the  best  tneans  of  pre- 
venting their  recurrence,  as  well  es  to  protect  com- 
panies upon  whose  lines  they  occur  against  false 
statements  and  misrepresentations  in  relation  there- 
to.   Such  authority,  properly  constituted  with  am- 


ple powers  of  supervison,  would,  in  the  opinion  of 
the  committee,  be  enabled  to  correct  many  of  the 
abuses  of  railroad  management,  merely  by  investi- 
gating them  thoroughly  and  bringing  them  before 
the  community.  Their  publicity  woulu,  of  itself, 
suggest  the  remedy,  and  public  sentiment  would 
soon  compel  its  application. 

Should  this,  however,  prove  insufficient,  the  ia- 
formation  and  facts  thus  carefully  obtained  and  re- 
ported annually  to  the  Legislature,  would  form  a 
reliable  basis  lor  any  furthet  enactments  that  might 
from  time  to  time  be  deemed  necessary  for  the 
public  safety  and  welfare,  care  being  taken  to  im- 
pose no  unjust  restraints  upon  the  individual  ener- 
gy and  enterprise  to  which  so  much  is  due  for  the 
rapid  growth  of  our  railroad  system, — to  lay  no  ob- 
structions in  the  way  ot  this  mighty  engine  of  in- 
dustrial progress,  but  rather  to  guide  it  in  such  a 
manner  that  the  whole  people  may  enjoy  to  the  full- 
est possible  extent  the  countless  benefits  developed 
in  its  onward  career. 

All  of  which  is  respectfully  submitted.        \, 
Wm.  J.  McAlpine,  j 
Stale  Engineer  and  Surveyor. 
tie.NRY  E.  Bartlktt, 

Chairinan  of  Committee  on  Railroads, »»  Senate. 


I^ittle  Miami  Railroad.  I 

ANNCAL   REPORT  KOR  THE  YEAR  1852.  ' 

The  reports  of  this  Company,  lor  former  years, 
have  explained  so  minutely  its  affairs,  that  it  is  not 
necessary  to  add  much  to  the  accompanying  state- 
ments of  the  Superintendent  and  Treasurer.  Dur- 
ing the  past  year,  a  favorable  season  lor  business, 
and  a  highly  prosperous  condition  of  the  country, 
have  fairly  tested  the  capacity  of  our  road,  by 
throwing  upon  it  a  large  amount  of  business, 
which  has  been  transacted  with  facility  and 
promptness,  and  in  a  manner,  as  we  have  reason  to 
believe,  iu  every  way  satisfactory  to  the  public. 
Although  several  rival  communications  have  been 
opened,  there  has  been  a  steady  increase  both  of 
passengers  and  freight,  and  nothing  has  occurred 
to  diminish  our  cunlidence  in  the  favorable  Iccaiioa 
and  attractiveness  of  our  route. 

AVe  may  congratulate  ourselves  upon  the  degree 
ol  comtort  and  safety  which  has  attended  the  trans- 
portation ot  passeugeis  over  our  route.  Under  a 
full  sense  ot  the  ^e^ponsibility  imposed  upon  car- 
riers entrusted  with  transportation  of  passengers, 
and  desirous  to  establish  lor  our  road  a  high  char- 
acter for  care  and  punctuality,  we  have  given  to 
the  sulject  the  attention  which  its  importance  de- 
mands, and  we  believe  in  no  instance  has  the  com- 
fort ot  our  passengers  been  intentionally  neglected, 
or  their  lives  wantonly  exposed  to  danger.  Durinif 
the  ten  years  that  our  road  has  been  in  operation, 
the  number  of  passengers  have  increased  from  6,- 
400  carried  in  1843,  when  a  part  only  of  track  was 
in  use,  to  21 '2, 687  tor  the  year  just  finished,  the 
whole  number  carried  in  the  ten  years  being  nearly 
One  Million  of  persons,  or  an  average  of  one  hun- 
dred thousand  per  year,  or  two  hundred  and  seventy- 
tour  per  day.  It  appears,  then,  that  the  present 
number  of  passengers  is  about  five  hundred  and 
sixty-three  per  day  ;  and  that  the  number  carried 
in  the  last  year  is  double  the  average  number  lor 
the  entire  ten  years.  These  facts  are  shown  in  a 
table  annexed,  and  it  is  worthy  of  remark,  that 
while  the  increase  during  the  first  four  years  was 
due  principally  to  the  annual  extension  of  the  road, 
yet  that  the  ratio  of  increase  has  been  equally  great 
since  its  completion,  and  that  it  has  been  greater 
in  the  last  than  in  any  previous  year.  There  has 
been  a  vast  increase  of  travel  throughout  the  whole 
country,  from  causes  of  a  permanent  nature,  in- 
separable from  the  growth  and  extension  of  its  bu- 
siness and  population,  and  so  long  as  the  same 
sources  ot  prosperity  continue,  we  may  reasonably  • 
expect  a  steady  advance  of  our  income,  even 
though  rival  roads  and  new  channels  of  commerce 
may  be  opened.  The  State  of  Ohio  occupies  a  po- 
sition so  central,  in  respect  to  the  other  States,  and 
so  peculiarly  connected  with  the  great  arteries  of 
trade  and  travel,  that  in  any  general  system  of 
communication,  a  liberal  share  must  flow  through 
her  territory :  and  the  experience  of  every  day  sat- 
isfies us  that  our  road  is  so  happily  situated,  that 
it  must  always  command  a  fair  proportion  of  the 
general  business,      .  -.-  -V- 
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During  the  ten  years  ol  the  operation  of  our  road, 
but  two  occasions  have  occurred  resulting  in  loss 
of  life  by  passengers  ;  on  one  of  which  a  passen- 
ger was  killed  by  attempting  to  get  upon  the  train 
while  it  was  in  motion ;  on  the  other,  a  passenger 
persisted  in  mounting  to  the  roof  oi  a  car,  aliei 
being  repeatedly  warned  by  the  conductor  not  to  do 
so,  and  without  the  knowledge  of  the  conductor  at 
the  time,  and  was  swept  otf  in  passing  under  a 
bridge.  In  ten  years,  and  in  carrying  near  a  mil- 
lion of  persons,  not  a  life  has  been  lost  by  accident 
to  the  trains,  or  neglect  of  persons  in  our  employ. 

Since  the  last  report,  a  decided  change  has  been 
produced  in  the  character,  as  well  as  in  the  am- 
ount of  our  business,  by  the  opening  oi  ne«'  com- 
munications with  the  Atlantic  cities.  By  the  Lake 
Shore  railroad,  we  now  have  access  to  New  York 
and  the  other  Eastern  cities,  by  an  uninterrupted 
railroad  communication  ;  and  by  the  Cleveland  and 
Pittsburgh  line,  we  are  in  like  manner  connected 
with  Philadelphia  and  Baltimore.  The  reduction 
of  time  and  expense,  and  the  increased  satety  of 
transit  thus  introduced,  has  rendered  apparent  a 
result  which  has  for  some  time  been  anticipated — 
that  of  changing  the  destination  of  large  masses  ol 
our  produce.  Nearly  three  thousand  head  of  horses- 
and  cattle,  on  their  way  to  New  York,  have  passed 
over  our  road,  instead  of  being  driven  over  the 
mountains ;  and  this  is  but  the  beginning  of  a  very 
important  item,  as  it  is  now  well  under&tuod  that 
live  stock,  not  only  from  Ohio,  but  from  the  rich 
pastures  ol  Kentucky,  can  be  carried  in  cars  mure 
advantageously  than  they  can  be  driven,  a&d  will 
hereafter  seek  the  Eastern  markets  by  railroad 
transportation.  It  will  be  seen,  too,  that  more  than 
5,0tM)  hogsheads  ol  tobacco  have  gone  to  the  Atlan- 
tic cities  over  our  road,  instead  of  seeking  a  market 
at  New  Orleans.  This  lact,  with  others  which 
might' be  mentioned,  afford  significant  indications 
ot  a  change  about  to  be  introducea  by  railroads, 
by  means  of  which  large  masses  of  the  produce  ot 
the  West,  and  even  the  South-west,  which  hereto- 
fore found  a  market  by  way  of  the  Mississippi 
river,  will  now  reach  the  consumer  by  a  more  di- 
rect route,  through  the  Atlantic  cities. 

The  Baltimore  and  Ohio  railroad,  having  nearly 
reached  its  terminus  at  Whet  ling,  and  there  being 
a  prospect  of  the  early  completion  of  the  branch  to 
Parkersburgh,  we  look  forward  with  satisfaction  to 
a  conueciiuu  with  that  magnificent  work,  at  no  very 
distant  day.  Two  routes  are  presented  to  our  at- 
tention as  proposirg  to  effect  that  connection — the 
Cincinnati  and  Belpre,  and  the  Cincinnati  and  Ma- 
rietta railroads.  The  latter  has  been  located  from 
Marietta  and  Belpre  to  a  point  not  lar  distant  from 
the  junction  of  the  Little  Miami  railroad  at  Love- 
lands,  leaving  its  western  terminus  unsettled  ;  let- 
tings  have  been  made,  and  it  i«  understoal  that  a 
considerable  amount  of  grading  and  bridging  have 
been  done  aloug  the  portion  located.  The  Cincin- 
nati and  Bt  Ipre  road  has  been  completed  from  Love- 
lands,  where  it  connects  with  our  track,  to  Hills 
boro',  a  distance  of  nearly  40  miles,  over  which  the 
cars  are  now  running;  it  hes  been  located  to  Jack- 
son, in  the  iron  region,  56  miles  further  east,  and 
lettings  have  been  advertised.  These  roads  having 
nearly  the  same  terminus,  and  traversing  the  same 
region  by  parallel  lines  diverging  but  little  from 
each  other,  are  necessarily  rivals,  and  it  would  not 
become  us,  oflering,  as  we  do,  connections  with  ei- 
ther or  both  of  them,  to  make  any  remark  as  to 
their  comparative  advantages  or  their  prospects. — 
Both  roads  traverse  highly  proauciive  districts  of 
couniry,  and  will  be  valuable  adjuncts  to  the* trade 
of  Cincinnati,  and  to  the  business  of  the  railroads 
with  which  they  may  connect.  The  Hillsboro'  road 
has  already  proved  a  valuable  tributary,  having 
during  the  present  season  thrown  large  amounts  oi 
produce  on  our  road,  including  more  than  forty 
thousand  hogs.  The  other  route,  passing  through 
the  city  of  Chillicothe,  and  penetrating  the  best 
part  ot  the  extensive  and  fertile  valley  of  the  Scioto, 
presents  a  very  desirable  connection,  it  the  connec- 
tion shall  be  renlered  possible  by  the  adoption  on 
her  part  ot  the  Ohio  gauge. 

The  Cincinnati,  Wilmington  and  Zanesville 
railroad,  uniting  with  our  road  at  Morrow,  is  mat- 
ing a  (air  progress  towards  completion  under  favor- 
able auspices.  It  passes,  through  its  whole  length, 
over  one  of  the  finest  agricultural  districts  ot  Oaio, 
with  but  little  curvature  and  light  grading,  atid 


will  afford  a  most  valuable  channel  for  business,  as 
well  as  an  attractive  route  for  travellers. 

The  railroad  from  Sfringfield  to  Delaware, 
thence  by  Mount  Vernon,  to  connect  wi'h  the  Ohio 
and  Pennsylvania  railroad  at  LoudonviMe,  is  also 
in  progress,  and  advancing  prosperously  ;  and  when 
completed,  will  offeradirect  lineol  communication 
from  the  eastern  terminus  of  our  road  to  Pittsburgh, 
and  an  attractive  route  for  the  general  through- 
travel  between  Cincinnati  and  Philadelphia,  be 
sides  affording  access  to  a  fine  agricultural  region. 

Whether  ail  the  important  lines  of  road  above 
alluded  to  will  pass  over  our  road  into  Cincinnati, 
is  not  settled,  and  probably  will  not  be  until  their 
completion;  but  seeing  clearly,  as  we  think  we  do, 
the  importance  to  all  concerned  of  avoiding  unne- 
cessary competition,  it  is  our  policy  to  offer  every 
lair  inducement  to  such  companies  as  may  find  it 
convenient.  To  this  end,  as  well  as  for  the  conve- 
nient dispatch  of  our  own  business,  the  efforts  ol 
the  board  have  been  steadily  directed  to  the  im 
provement  of  our  road,  the  increase  of  th^  machin- 
ery and  other  lacilities,  and  the  enlarging  of  the  ca- 
pacity of  our  tracks  and  depots  for  the  transaction 
of  business.  We  have  now  a  solid,  well-settled 
road  bed,  which  has  biea  straightened,  repaired, 
and  strengthened  ;  and  an  excelletit  superstructure, 
well  laid  and  smuoih.  The  greater  part  of  the  road 
has  been  fenced  in,  and  the  remainder  of  this  im- 
portant work  will  soon  be  completed,  and  the  whole 
track  protected  fiom  the  intrusiiin  of  cattle.  Adou- 
ble  track  has  been  commenced,  and  will  be  extend- 
ed from  year  to  year,  as  rapidly  as  the  business  of 
the  road  shall  require,  with  an  especial  view  to  the 
accommodation  of  the  additional  trains  and  busi- 
ness Ircm  other  roads  which  may  become  connected 
with  us. 

Our  depot  arrangements  at  Cincinnati  will  be  ol 
the  most  liberal  character,  and  will  afford  conveni- 
ent accommodation  lor  any  aggregate  ol  business, 
hov/ever  large,  which  may  be  concentrated  here. — 
To  this  end,  wc  have  secured  extensive  grounds, 
binding  upon  the  river  and  upon  Froiit  street,  af- 
loruing  easy  access  from  ihe  siieets  of  the  city  on 
one  side,  and  fVom  the  river  by  our  own  landings  on 
the  other.  Any  e.xtcnt  of  buildings  which  may  be 
required  for  depot  and  warehouse  purposes,  with 
all  the  facilities  for  the  transaction  of  every  descrip- 
tion of  railroad  business,  may  be  accommodated 
upon  our  ground,  which  has  been  purchased  for  the 
purpose. 

For  the  purpose  ot  meeting  tha  expenditures 
which  may  be  necessary  in  laying  the  double  track, 
building  depots,  etc.,  an  addition  to  the  cash  re- 
sources of  the  company  will  be  requisite,  and  it  is 
thought  tliat  the  ptcsent  is  a  favorable  time  for 
making  the  provision  for  the  entire  amount  that 
may  be  desirable.  It  is  proposed,  therefore,  that  an 
issue  of  the  six  per  cent,  bonds  of  the  company  b 
now  authoria  d,  to  the  extent  of  one  million,  or  a 
million  and  a  half  o!  dollars,  payable  thirty  years 
alter  d?te,  to  be  secured  by  mortgages  on  the  road, 
but  which  shall  be  thrown  into  marRet,  in  parcels, 
from  time  to  time,  as  the  funds  may  be  required  for 
use. 

The  financial  condition  of  the  company  will  be 
understood  from  the  Treasurer's  report,  and  the 
tables  appended,  to  which  I  respectlully  refer  the 
stockholders. 

The  superintendent's  report  will  be  found  to  con- 
tain full  information  as  to  the  condition  of  the  road, 
and  operations,  and  will,  I  trust  be  satisfactory  to 
the  stockholders. 

Having  alluded  particularly  to  the  railroads 
whose  completion  will  probably  affect  the  interests 
of  our  road,  by  directly  extending  its  connections,  1 
shall  not  consider  it  necessary  to  repeat  what  has 
been  said  in  former  reports  in  regard  to  other  roads 
whose  relations  with  us  have  been  sufficiently  ex 
plained.  Our  intercourse  with  the  Xenia  and  Co- 
lumbus railroad,  and  with  the  Cleveland,  Columbus 
and  Cincinnati  railroad  with  which  we  have  been 
working  in  connection,  has  been  entirely  harmo- 
nious and  satisiactory,  conducive  to  the  mutual 
prosperity  of  the  parties  concerned,  and  to  the  con- 
venience ot  the  public. 

Of  other  railroads  with  which  we  are,  or  maybe- 
come  indirectly  connec'.ed,  as  partakers  of  the  gen- 
eral prosperity  attendant  upon  the  successful  and 
harmonious  working  of  a  wide-spread  system  of 
railroad  intercourse,  we  need  only  remark  in  gene- 
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been  in  lull  operation,  supported  by  a  highly  en- 
cournging  amount  of  local  iraflic,  both  in  passen- 

§crs  and  goods.  The  fourth  section,  extending  Irom 
herbrooke  to  the  Province  line,  at  the  interse  tion 
of  the  Cuaticook  river,  a  distance  of  31  miles,  was 
early  in  the  season  divided  inlasub-secUons,  and 
contracted  for  at  reasonable  prices. 

At  the  present  session  of  the  legislature  an  amend- 
ment to  the  Acts  of  Incorporation  of  the  company 
was  applied  for  and  obtained,  to  the  effect  of  ex- 
tending the  company's  powers,  and  permitting  the 
application  of  its  funds  to  the  construction  and 
working  of  the  section  extending  trom  the  Bound- 
ary line  of  the  Province  to  Island  Pond  in  the  state 
of  Vermont,  the  point  to  which  the  Atlantic  and  St. 
Lawrence  railway  is  extended.  The  proprietary 
are  aware,  that  looking  to  the  plain  advantages 
accoinpanyins;  the  adoption  of  the  Island  Pond 
route,  both  in  respect  to  the  future  economical  work 
ing  ol  the  road,  and  to  the  means  which  this  routt- 
secures  to  the  company,  of  hereafter  pariicipaiiug 
in  the  traffic  of  the  C'uneciicut  Valley  norttiward. 
it  was  considered  advisable  that  this  short  section 
should  be  undertaken  by  the  company.  According 
ly,  although  the  powers  requisite  to  be  obtained 
trom  the  Legis'ature  of  Vermont  have  not  yet  been 
received,  means  were  found  for  entering  into  a  se- 
cure contract  for  the  construction  of  this  part  of  the 
line  fur  account  of  the  company,  the  work  to  be 
completed  by  the  1st  of  July  next.  The  work  of  the 
Island  Pond  section  is  generally  light,  and  the  con- 
tractor evinces  the  fullest  confidence  that  it  will  be 
duty  completed  within  the  time  specified,  and  cor- 
respondingly with  the  remainder  of  the  company's 
road  on  the  northerly  side  of  the  Boundary  line. 

The  sister  corporation  of  Portland  have  evinced 
the  greatest  energy  in  the  prosecution  of  their 
share  of  the  undertaking.  Their  trains  have  been 
ibr  some  time  running  daily  to  the  Connecticut  riv- 
er at  Northumberland.  Their  road  bed  is  nearly 
completed  ihroughout  the  distance  to  Island  Pond, 
and  iheir  contractors  are  now  proceeaicg  with  the 
laying  of  the  track  to  that  point.  There  is  nodoubt 
of  their  having  their  entire  line  completed  for  the 
passage  ol  locomotives  within  a  very  short  period. 

The  resources  of  the  company  have  been  supplied 
largely  by  the  provincial  government.  The  sum 
received  within  the  year,  on  account  of  the  claim 
of  toe  company  under  the  Provincial  Guarantee 
Act,  was  :e3l0,521  9s  6d. 

The  fiist  is'ue  of  the  Provincial  Guarantee  bonds 
for  account  of  the  company,  was  XiOO.OOO  sterling; 
of  this  XIOO.OOO  sterling  were  received  in  11351,  and 
^•225,000  sterling,  as  just  stated,  in  1852,  the  bal- 
ance remaining  in  the  handsof  the  government,  on 
30th  November  last,  having  been  accordingly  X45,- 

000  sterling.  This  balance  has  been  since  paid  to 
the  company;  and  at  the  same  time,  the  total  am- 
ount of  the  claim  for  public  aid  has  been  extended 
from  je400,000  sterling,  to  jeltH  500  sterlint;— being 
one-haif  an  admitted  total  ultimate  cost  of  the  rail- 
way and  Its  eijuipmects,  amounting  to  Sy35,0uO 
sterling,  or  jEI,  137,583  6s.  8.  currency. 

The  Island  Poni  section  has  been  provided  for 
by  means  of  a  distinct  loan  raised  in  England,  on 
Sterling  bond*,  at  7  per  cent,  interest,  for  the  am 
ount  ol  jCJOOOO  s^terliog.  Of  this  amount  je50,000 
sterling  has  been  realized  on  30ih  November  last, 
for  which  the  disbursements  lor  the  section  up  to 
that  time  has  been  met.  The  balance  of  the  loan 
has  been  since  raised,  and  is  now  held  to  meet  the 
cost  of  the  remaining  works.  Since  the  close  of 
the  financial  year,  the  president  of  the  company 
has  proceeded  to  London  to  negotiate  for  the  com- 
pany the  sale  of  the  balance  of  the  provincial  bonds 
to  be  received,  amounting  as  before  mentioned  to 
.£67,550  sterling;  and  he  will  probably  be  enabled 
at  the  same  time  to  effect  arrangements  for  the  loan 
on  favorable  temi-,  of  such  further  sum  as  it  may 
appear  requisite  lu  provide  for  effectually  complet- 
iag  and  eq  fij.p'na  the  railway  for  the  performance 

01  the  an'it  i()<*tcd  traffic. 

The  comotiiv  hnve  punctually  met  all  liabilities 
lor  intere.*i  -in  ih-ir  loans,  having  found  in  the  re- 
ceipts real  zel  l-ora  the  traffic  for  the  year,  resour 
ces  nearly  sufficient  for  this  purp'^se. 

The  anticipation  is  confidently  expressed  that  the 
through  business  of  the  road  between  Montrea  and 
Portland  will  exceed  its  original  estimate  as  much 
a|  the  way  traffic  to  Sherbrooke  and  the  interme- 


diate stations,  which  has  exceeded  all  the  expecta- 
tions that  could  be  formed  of  it. 

The  gross  receipts  for  the  year  ending  the  30th 
Nov.  1852,  have  been: 

From  passengers £:i,770  11  1 

From  freight 32,341     6  7 


jEH.IH  17  8 
Of  passengers  the  total  number  carried  for  all  dis- 
tances, has  been : — 

First  class 16,952 

Second  do • 34,673 

making  a  daily  average  of 

First  class 60  and 

Second  do ill  persons. 

and  fu|hishing  an  average  daily  receipt  of  i;34  17s. 

The  expenses  of  the  year  under  all  the  heads  of 
maintenance  of  way  and  works,  motive  power  and 
carriages,  fuel  and  oils,  salaries  and  wages,  ferriage 
across  the  St.  Lawrence,  and  all  incidental  expen- 
ses—have  amounted  to  SI9,996  Is.  6d.,  being  a  pro- 
portion of  the  gross  receipts  equal  to  a  fraction  on- 
ly more  than  forty-five  per  cent ,  and  leaving,  as 
the  netf  income  of  the  road  for  the  season,  £24,1 15,- 
I6s.  2a. 

The  following  statement  contains  a  view  of  the 
the  company's  affairs  on  the  30th  Nov.  last. 
The  total  cost  of  the  fixed  property     ^ 

of  the  company,  includmg  site, 

road-bed,      superstructure,     rail 

bridge-,  buildings,  wharves  and 

fixed  I    ichinery  has  been je928,060  10    7 

The  mq..  -able  property,  being  the 

engines,  carriages,  snow  ploughs, 

etc 69,603  16  10 

Materials  on  hand 6,242  10    7 


Less  certain  incidental  receipts  as 
forfeited  interests,  etc 


1,003,942  18     1 
7,703    4    3 


Total  outlay £0d(i,23'J  13  10 

The  sources  from  which  this  amount  has  pro- 
ceeded, are:  — 
1.  Funded  debt— Rearing  6  per  cent 

interest £536666  13    4 

Bearing  7  per  ct.  do 56,955  15  11 


X593,622    9    3 

2.   Unfunded    debt— amount  bills, 

accounts,  etc 165,^52    2  11 

Less  funds  in  band,  or  to  be  imme- 
diately received 98,243  12    4 


67,608  10 

Shares— preferential 125,000    0 

Original 210008  14 


{ 


355,008  14 


£996,239  13  10 
The  net  receipts  of  the  railway  for  the  year  1850, 
1851  abd  1852  have  amounted  to  £11,877  6s.  9J. 
while  the  total  amount  of  interest  accrued  and  paid 
by  the  company  on  all  the  funded  debt  is  £42  2f3 
3s.  6d.  A  great  part  of  this  debt  has  been  incurred 
tor  the  construction  of  the  part  of  the  road  still  un- 
productive from  being  incomplete. 

The  cost  of  the  3rd  Section,  which,  up  to  the 
30th  of  November,  had  been  in  operation  less  than 
three  months,  is  £170,000.  The  direct  outlay  on  the 
4th  Section,  over  which  the  locomotive  has  not  yet 
passed,  amounts  to  the  present  time  to  upwards  of 
£150,000.  If  the  interest  accruin<;  on  these  sums 
for  their  respective  periods  of  time  were  distin- 
guished from  that  on  the  debt  strictly  borne  by  the 
portion  of  the  road  producing  returns  from  its  em- 
ployment, the  total  charge  against  the  income  of 
the  road  would  be  less  than  £30,000,  and  there 
would  remain  a  surplus  of  income  applicable  to  the 
payment  of  a  fair  dividend  on  the  shares  paid  up 
and  constituting  the  nett  capital  stock  of  the  com- 
pany. 

While,  however,  the  railway  is  still  in  the  course 
of  construction,  and  while  it  may  be  yet  necessary 
to  take  up  further  monies  for  its  final  completion. 
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the  directors  have  been  unwilling  to  proceed  in  the 
recommendation  of  the  payment  of  a  dividend  on 
the  shares  without  a  previous  opportunity  of  sub. 
mitting  the  circumstances  to  the  proprietary.  In 
an  undertaking  of  this  nature  and  extent,  it  is  de- 
sirable that  the  income  realised  should  be  at  all 
times  stri<'tly  distinguished  from  the  capital  invest- 
ed in  the  extension  of  the  work  ;  and  the  relations 
borne  by  the  company  towards  the  Provincial  Gov- 
ernment furnish,  perhaps,  an  additional  reason  for 
attention  to  this  poiut.  The  former  half  of  the 
railway — the  portion  which  has  produced  the  in- 
come of  the  three  past  years — has  borne  the  charge 
of  all  the  interest  accrued  in  the  course  of  its  con- 
struction, as  well  on  the  subscribed  shares  in  the 
capital  stock  which  supplied  the  first  resources  as 
on  the  debts  next  raised  in  addition.  The  latter 
half  ol  the  line  might  justly  be  made  to  support  a 
similar  charge,  as  a  pari  of  its  cost;  but  it  is  per- 
haps most  advisable  to  make  no  change  in  the  ap- 
plication of  the  .""esources  until  alter  the  opening  of 
the  entire  line  in  the  approaching  summer.  The 
company  has  the  fairest  prospect  of  being  then 
finally  relieved  from  the  doubts  and  difficulties 
which  attended  the  former  parts  of  its  course,  and 
of  obtaining  a  certain  and  immediate  view  of  a 
fair  return  on  the  entire  capital  invested  in  its  un- 
dertaking. The  proprietary  may  then  equally  as 
now  participate  in  all  the  advantages  which  shall 
have  been  realized — whether  prior  to  or  after  the 
present  period ;  and  a  forbearance  evinced  in  the 
meantime  must  tell  favorably  on  the  credit  of  the 
Corporation,  wherever  its  affairs  may  be  inquired 
into. 

The  gross  receipts  arising  from  9  months  use  of 
72  miles  of  road  extending  to  Richmond,  and  three 
months  use  of  96  miles  extending  to  Sherbrooke 
furnish  a  gross  return  of  £560  from  each  mile  per 
annum.  A  return  of  £1,000  per  mile  on  the  com- 
pletion of  the  road  will  afford  to  the  stockholders  a 
very  liberal  dividend.  The  way  traffic  was  lightly 
considered  in  the  original  estimates,  but  it  already 
amounts  to  more  than  half  of  that  required  to  cover 
a  larger  expenditure  than  was  at  first  contemplated. 
The  transportation  of  firewood  for  the  city,  and 
of  sawn  lumber  of  all  kinds,  is  proceeding  on  an 
extensive  scale.  Squared  pine  timber,  it  is  .''ound, 
can  be  advantageously  brought  forward  by  the  road 
lor  export  to  the  United  States,  and  a  large  quan- 
tity is  being  prepared  with  this  object.  Birch  and 
other  hard  woods,  with  staves,  oars,  and  hand- 
spikes, are  beins  manufactured  in  the  forests  of  the 
Eastern  Townships,  for  conveyance  to  Ctuebec  via 
_  the  railway  toLongueuil.  In  Kingsey,  induced  by 
■y  I  the  means  of  conveyance  offered,  extensive  Slate 
Q, Quarries  have  bfe.i  opened,  and  are  promised  a 
y!  large  demand.  These  are  only  a  few  of  the  nume- 
_|rous  cases  in  which  the  construction  of  ihe  railway 
Q  is  itself  the  origin  of  a  production,  furnishing  val- 
uable traffic  in  return. 

The  unfunded  debt  existing  on  the  30th  Novem- 
ber last  amounted  to  £165,000,  and  the  estimate  of 
the  work  remaining  to  be  executed  including  a 
large  equipment  now  in  preparation,  was  about 
£225,000.  On  the  other  hand,  £54,000  has  been 
since  received  from  the  Government,  and  on  the 
Island  Pond  loan  has  been  received  £49,000. 

The  balance  of  the  company's  claim  for  the  pro- 
vincial aid,  as  now  extended,  is  £67  500  sterling, 
or  about  £85,000  currency.  The  dirt  tors  have  no 
doubt  of  their  ability,  through  the  a^s  stance  ol  the 
President  of  the  company  already  me  lioned  as  be- 
ing about  to  proceed  to  London  for  tl. :  purpose,  to 
negotiate  the  company's  bonds  for  a  sum  corres^ 
ponding  to  the  bonds  of  the  Provincial  Government, 
which  he  is  authorised  to  dispose  of.  Nor  have 
they  any  ground  to  doubt  that  with  the  former  pro- 
vision in  the  form  of  loan,  the  remaining  resources 
of  the  company  will  be  quite  sufficient  to  carry  for- 
ward the  works  to  their  completion,  so  far  at  least 
as  to  permit  the  railway  to  show  fairly,  the  result 
which  is  to  attend  its  opening  for  the  traffic  be- 
tween the  St.  Lawrence  and  the  Atlantic  ocean. 

If  the  prospects  of  business  are  realized,  a  larger 
equipment  and  further  accommodations  for  storage 
must  be  supplied.    The  early  completion  of  the 
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duebec  and  Richmond  railway  may  now  be  on- 
iidered  certain,  and  the  traffic  of  duebec  and  the 
toutbern  shore  of  the  St.  Lawrence  will  swell  the 
future  receipts  of  the  lines  of  the  company. 

The  European  and  North  American  railway  pro- 
mises to  be  early  executed  to  the  effect  of  securing 
the  business  of  the  Lower  Provinces  and  the  pas- 
senger travel  between  Europe  and  Western  Am- 
erica to  this  company.  It  will  be  found  to  consti- 
tute a  main  connecting  link  in  a  chain  of  railway 
communication  extending  from  one  extremity  ol 
the  Province  to  the  other,— joining  the  St.  Lav- 
rence  to  the  ocean  at  Portland,  a  city  and  Port  of- 
fering the  Quest  accommodations  for  an  extensive 
trade,— and  stretching  along  the  front  of  Kew 
Bruuswiclr,  through  Nova  Scotia  to  Halifax,  the 
port  of  the  American  Continent,  the  nearest  to  Eu- 
rope, while  on  the  West  the  same  great  line  is  al- 
ready extended  to  Lake  Michigan,  and  the  Missis- 
sippi, with  the  full  appearance  of  being  destined  to 
be  limited  in  that  direction,  only  by  the  limits  ol 
the  Continent,  the  shore  cf  the  Pacific  ocean. 

The  important  scheme  of  bridging  the  St.  Law- 
rence at  Montreal  is  alluded  to  in  the  report.  Ui> 
practicability  is  considered  no  longer  doubtful,  and 
it  is  recommended  that  it  should  be  used  in  common 
by  all  the  railways  requiring  an  access  to  it.  The 
directors  however  consider  the  future  business  ol 
the  St.  Lawrence  and  Atlantic  railway  sufficient  to 
justify  the  company  undertaking  the  work,  rather 
than  to  be  excluded  from  the  fairest  competition 
for  the  transportation  ol  the  produce  of  the  West 
towards  the  city  of  Montreal. 

The  meeting  confirmed  the  election  of  Mr. 
Holmes,  as  director,  in  place  of  Mr.  Morin  who 
resigned  on  the  2d  June  last. 

The  following  resolution  was  then  moved  by  the 
Hon.  John  Young,  seconded  by  A.  M.  Delisle, 
Esq.,  and  carried : 

That,  whereas  the  construction  of  a  bridge  across 
the  St.  Lawrence,  connecting  its  Southern  bank 
with  the  Provincial  canals  by  rail,  has  become  a 
matter  of  imp<^rative  necessity  to  the  best  interests 
of  this  city  and  of  the  Provinces;  this  meeting  is 
of  opinion  that  no  time  should  be  lost  by  the  direc- 
tors of  this  corporation  in  appointing  -some  of  their 
number,  especially  to  communicate  with  the  direc- 
tors of  the  Grand  Trunk  railroad,  as  well  as  with 
other  corporations,  and  report,  as  speedily  as  pos- 
sible, as  to  the  best  means  of  commencing  and  con- 
structing this  important  public  work. 

Neiir  Jersejr  llallroada. 

Below  we  give  abstracts  of  the  returns  made  bv 
three  of  the  New  Jersey  railroads  to  the  legisla- 
ture of  the  state,  under  date  of  January  1,  1853. 

Camden  and  Amboy  railroad,  and  Delaware  and 
Raritan  canal.  These  two  works  belong  to  the 
same  company. 

The  statement  of  this  company  is  as  follows: 

Capital  stock  pail  in  of  the  railroad $1,500  000 

Diilo  of  the  Canal 1  5000OO 


Total S3,000,000 

The  funded  debts  of  the  companies  are  loan''  cl 
8800,000  at  six  per  ct.,  8200,000,  5  per  cent  S-225  - 
000,  six  percent.,  $3G7,000,  five  cent.,  S800  000,  six 
per  cent.  There  has  been  issued  a  loan  of  i'l85  500 
for  the  stock  of  the  Philadelphia  and  Trenton  rail- 
road, since  converted  into  dollar  bonds  at  4  80  100 
per  £  sterling  at  five  per  cent. 

Also,  by  authority  of  the  legislature  the  subscrip- 
tion to  the  Beividere  railroad.  Freehold  and  James- 
bureh  &  Fiemingion  railroad  $1,175,000  at  6  per 
cent. 

Cost  of  the  Camden  and  Amboy  rail- 
road and  equipment S4  32'),493  87 

Cost  of  canals,  etc 3,040.506  41 


Total S7,368,005  31 


Receipts  of  the  road  tor  the  year  end-  j 

ing  Dec.31 1,388385  53, 

Expenses 9'J997159| 


From  passengers 

From  treiKht 

From  other  sources . 


Total S478,4I3  94 

Cash  dividends  ol  10  per  cent,  have  been  paid. 

Receipts  of  the  DJawareand  Raritan 
canal S376,605  II 

Expenses,  etc 132,048  48 

The  following  is  the  statement  made  by  the  New 

Jersey  railroad,  showing  its  condition  ou  the  first 

Jan.: 

Capital  stock  paid  in., $2, 197,840  00 

Fundeddebt 47G,000  00 

Floating  debt 85,627  37 

Profit  and  loss,  being 
surplus  earnings  ex- 
pended in  con.-iruc- 
tion,  etc 376,30146 

Dividend  payable  Feb. 

1,  1853 109892  00 

$3,215,720  83 

COST  OK  RAILROAD  AND  EQUIPMENTS. 

Construction  orroad..S2,535,6U7  30 
Locomo'.ives,  lender  & 

snow  plows 7o,217  34 

Cars,    pa-senger,  fre't 

and  baggage 75,000  00 

Property, viz:  bridges, 

turnpike,  and  other 

stocks,    real    estate, 

ferry  boats,  and  fix- 
tures       413049  72 

Cash 145.756  41 

$3,245,720  63 

$558,806  19 

This  properly,  which  with  $302,160  capital  yet 
to  be  paid  in,  is  applicable  to  the  payment  of  the 
above  debt. 

The  following  table  will  show  the  number  o( 
passengers  and  of  tuns  of  merchandise,  etc.,  con- 
veyed oa  the  road  during  the  year  1652: 

Passengers.  Freight. 

Whole  line  of  the  railroad. 212  Ob^i  69^i  tons. 

Jersey  City  and  Newark... 721,92yi  20,661      " 

Jersey  City  and  Elizabelh- 

tnwn 72,034  2,183      " 

Jersey  CityandRahway..  70,195  4,213      " 

Jersey    City,     Uuiontown 

and  Metuchen 8,832  ....      " 

Jersey  City  and  N.  Bruns- 
wick   59,304i  4,341      " 

Jersey  city,  all  intermediate 

places 443,79-21  2,5l6t    " 

Total 1.592,070     34.6561 

Number  of  miles  run  by  passsengers,  freight 

and  other  trains 270,480 

The  receipts  and  expenses  for  the  year  were : 

Prom  passengers $530,695  51 

From  freights 52,122  84 

From  other  sources 2\,l2li  98 

S603  942  35 

Disbursements 287,682  48 


Total 

Running  >-xpenses 

Repairs  of  cars  and  engines, 

Maintenance  ol  way 

Wood  and  coal  consumed... 

Ferry  expenses... 

.Miscellaneous , 

Net  earnings  applied  to  constradtion ;^. 


8213  742  00 

$2!»  472  23 

17.243  07 

9  'SSd  49 

2ti  7^7  05 

'{1,559  96 

, II  5''2  13 

87  759  oa 


Total , 


Two  interest  dividends  of  Sj  percent,  each  paid 
to  the  sio  kholdcrs  in  stotk,  Ira  :tional  parts,  ies^ 
than  a  share  being  paid  io  cai>b,  amounting  \6 
$65,689  75. 

This  road  is  recently  completed  and  is  wiiboot 
railroad  connectionsat  its  western  terminus.  These 
when  completed  will  constitute  the  Central,  a 
trunk  line  of  very  important  roads  penetrating 
Central  and  Northern  Pennsylvania,  and  the  most 
important  coal  fields  of  the  Slate  and  must  tender 
the  above  road  a  profitiible  woik  :6  itsstockholdertk 


il20  7(i.^  74 

86  2J8  94 

6  807  32 


.$213  742  00 


Interest  on  bunds $32,436  33- 

Transitduty  on  passengers 

and  freight 13,0>^l  293316,259  85 

Tax  on  capital  slock 10,490  60 

Dividend  in  cash 209.892  00  265  900  22 

Profit  and  loss  to  surplus  earnings....  $50,359  63 
The  above  are  old  and  well  established  compa- 
nies, and  have  paid  large  dividends  for  a  series  ol 
years.  They  nialte  up  a  portion  of  the  two  routes 
between  New  York  and  Philadelphia. 

The  following  is  the  statement  of  the  Nod  Jersey 
Central  Company. 

Capital  stock  actuallv  paid  in $986,100  00 

Mortgage  bonds " I.50<)0(>0  00 

Other  indebtedness 277,765  59 

Balance  net  earnings $87,759  03 

Less  interest 62..544  80     25,214  2S 


Cost  of  road,  equip.ige,  dte $2,769,079  67 

The  receipts  are  as  follows : 


Profits 


.  9  260— 56 

per  cent,  upon  tUR 


from  Whitehall  to 
ued  on  to  Rouse's 


Pessengers  carried 

Tons  freight 

Increase  over  1851  : — gross  itceipts  i:9000,  34|| 

per  cent,  and  59  per  cent  over  1  J50.  , 

Increase  in  number  of  passenger  s.23  1 52 — 38percl. 
Do.  in  tonnage 09»u)_<irt      <<  ! 

The  profits  are  equal  to  124 
paid  up  capital. 

No.  of  miles  run  during  the  seakon 1 10,000 

Lenglh  of  road mil  ;s 4S 

It  was  decided  that  as  soon  fs  the  Southern  in- 
terests should  take  up  the  road 
Plattsburgh.  it  would  be  contir 
Point,  to  join  there  with  the  Champlain  and  S|t, 
Lawrence  road. 

it  was  further  resolved  that  the  project  for  coi- 
struciing  a  bridge  over  the  river  St.  Lawrence  b« 
(ween  Point  St.  Charles  at  Mortreal  and  St.  Lam 
bert,  for  railroad  and  other  purposes,  as  designed 
by  Ehomas  C.  Keeler,  Esq.,  C:  fil  Ensineer,  is  ap- 
proved by  this  company,  and 
the  lavorat>le  rousidcratija  of  the  Provincial  gov- 
ernment, of  other  railroad  companies,  and  of  the 
citizens  of  Montreal.  j 

The  following  gentlemen  wee  e!ecff»d  as  uireol 
ors:  B.  Brewster,  John  Carter,  j  i 
Lyman.    Hon.   John    Molson 
Charles  Phillips,  Charles  Pain^,  and  Wm.  Woik- 
man.  ; 


st 


cauada. 

Champlain,  and  St.  LMtorenck  RaUroad. — At 
melting  of  stockholders  ot  the  Champlain  and 
Lawrence  railroad  company,  hf  d  on  the  I7ih  Jan- 
uary, the  Hon.  Judge  Gait-,  in  ilie  chair,  ihe  repoit 
ot  ibe  directors  was  read,  &iiowiE  g  the  following  re- 
.suits: — 

Gross  receipts ^ x35,347 

Expenses 21,169 


.£14078 


83  408 
25,57B 


Maine  • 

Somerset  arid  Kennebec  Raiiroad. — We  urdcir-' 
stand  says  the  Skowhegan  Clsrion 
tnents  will  be  made  during  the 
put  a  portion  or  the  whole  of  tl 
this  place  and  Augusta,  under 
irg.  The  prospects  of  this  ro^d  now  being  built 
is  more  cheering  and  certain  tpin  at  anv  furmer 
period.  All  opposition  having 
the  part  of  the  Penobscot  road, 
reasonable  lime  expect  to  see  the  iron  hcr.»e  count- 
ing up  and  down  the  valK-y  cf  t  Se  KennefK-c.  Tfce 
Kennebec  auU  PorilanJ  railroa  1  hati  coniractcd  to 
lease  the   road,   whe>i   built,  fir  a  lenn  >;f  twenly 


thnt  arrange- 

present  month,  to 

e  rai'.roac  between 

contract  tor  buiki- 

w  b( 

it  a 

been  withdrawn  i^a 
we  may    within'a 


interes',  ih<'y  fur- 
let  eatninss  of  the 


years,  guaranteeing  six  per  c- nt 
nishing  the  road.    Should  the 
road  be   more  than  six  per  cenL  the  surplus  to  be 
equally  divided  between  the  tw,  >  corporations 
We  further  undierstand  thai  the  -books  will  be 


•  I.v^^~      ^'^  r  r '  •  •    •■ 
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opfnrd  in  a  lew  days  along  the  whole  line  of  the 
ruRd,  and  it  is  to  be  hop»d  that  every  man  will  pm 
his  shouMer  to  the  wheel  and  help  along  this  grc.i 
work. 


American   Railroad  Journal. 
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Northern  Peaneylvaala. 

The  public  mind  has  been  st)  much  engrossed  bj 
the  progress  ql  our  railroads  in  the  Western  anc 
Southern  States,  that  an  extensive  section  of  coun- 
try near  at  hand,  and  one  of  the  richest,  if  not  the 
riches-t,  in  soil  and  valuable  minerals,  and  destined 
soon  t<>  be  one  of  the  most  important  fields  of  rail- 
road enterprise  in  the  United  States,  has  been  al- 
most entirely  overlooked ;  we  mean  Northern 
Pennsylvania.  It  must  be  regarded  as  a  remark- 
able fact,  that  with  the  wonderful  expansion  of  oui 
railroad  system,  two-thirds  of  a  great  State  likt 
Pennsylvania,  and  containing  an  area  of  47,00i 
square  miles,  should  be  entirely  Vilhout  railroads, 
save  such  shoft  roads  as  have  been  constructea 
entirely  for  the  transportation  of  coal. 

This  lack  of  roads  in  Pennsylvania,  has  been 
owing  in  part  to  the  want  of  enterprise  among  hei 
people,  and  partly  to  the  fact  that  a  portion  of  tht 
country  described  has  the  advantages  of  canal 
transpjrlation.  When  the  canals  were  projected. 
thejr  were  supposed  to  be  superior  to  all  other  arti 
ficial  works  for  the  transportation  of  freight.  The 
coniiguraiiou  of  the  country  confined  these  to  the 
banks  of  the  Susquehanna.  The  idea  of  diverting 
to  0ther  routes  the  travel  and  business  of  this  coun- 
try, watered  by  this  magnificent  river,  never  en- 
tered into  the  heads  of  the  projectors  of  the  Penn- 
sylvania system  of  woiks.  Having  a  practicable 
outlet  by  following  down  the  river,  custom  begat 
the  conviction  that  iMs  was  the  appropriate  route  to 
market. 

Railroads,  however,  have  exploded  all  the  ideas 
upon  which  the  canals  were  constructed.  Moun- 
tains no  longer  oppose  any  obstacle  to  the  cheap 
and  expeditious  movement  of  the  heaviest  kinds  ol 
freight.  It  is  now  seen,  that  for  the  leading  mar- 
kets of  the  country  at  least,  a  route  crossing  the 
mountains  at  right  angles  to  the  Susquehanna,  i» 
the  convenieiU  one,  not  only  for  such  markets,  but 
the  country  dependent  upon  this  river.  It  is  now 
propo.^ed  to  construct  this  new  outlet.  For  this 
purpose  it  is  only  necessary  to  construct  a  compar- 
atively short  road,  at  a  cosi  which  is  insignificant, 
compared  with  the  advantages  to  be  derived  from 
such  a  work. 

The  most  conspicuous  point  in  Northern  Penn- 
sylvania is  WtUiamspoit,  a  town  situated  upon  the 
northern  bend  of  the  west  branch  of  the  Susque- 
hanna. At  this  point  converge  the  great  lines  now 
in  prcgnss  to  Lake  Erie  on  the  one  hand,  and 
Lake  Ontario  on  the  other.  From  Williamsport 
to  Lake  Erie,  at  Erie,  the  distance  is  240  miles  ;  to 
Lake  Ontario,  at  Sodus  Bay,  about  155  miles,  and 
to  Buffalo  about  210  miles.  From  the  same  point 
to  Philadelphia  the  distance  is  about  190,  and  to 
New  York  some  224.  The  former,  therefore,  is 
nearly  at  an  equal  distance  between  the  cities  ot 
Phi  aJelphia  and  N.  York,  ami  the  lakes  Erie  and 
Ontario,  and  is  at  the  convenient  point  of  intersec- 
tion of  two  great  lines  of  railroad  based  upoo  these 
cities.  I 

The  great  region  of  which  Williamsport  is  the 
centre,  and  at  which,  of  necessity,  must  concen- 
trate the  principal  part  of  its  productions,  is  not 


only  one  of  the  most  fertile  in  the  United  States, 
possessing  a  climate  unburpassed  for  excellence, 
but  is  certainly  one  of  the  richest,  in  coal  and  iron, 
in  the  United  States.  It  is  already  the  seat  of  a 
large  number  of  establishments  for  manufacturing 
pig  and  bar  iron,  and  nothing  is  wanting  to  make 
It  the  seat  of  a  vast  manufacturing  interest,  but  to 
open  suitable  avenues  for  its  products,  in  the  direc- 
tion of  the  demand.  No  portion  of  the  United  States 
has  more  abundant  resources,  or  possesses  greater 
capacities  for  a  most  rapid  progress. 

A  road  from  Williamsport  to  Tatnanend  and 
there  branching  to  New  York  and  Philadelphia, 
would  command  the  local  business  of  a  region  em- 
bracing some  15,000  square  miles  and  of  the  char- 
acter described.  A  large  portion  of  this  country  is 
already  well 'settled,  although  little  has  thus  far 
been  accomplished  for  the  development  of  its  re- 
sources, on  account'of  its  isolated  condition.  It  is 
a  region  of  country  greater  than  that  the  traffic  ol 
which  the Ei^ieRR.  can  lay  claim,  while  its  agricul- 
tural and  mineral  wealth  are  vastly  greater.  There 
are  no  coal,  nor  iron  depots  upon  the  line  of  the 
latter.  It  is  certainly  remarkable,  that  that  portion 
of  central  Pennsylvania  traversed  by  the  proposed 
road,  and  v.  hich,  at  a  speed  run  by  the  Hudson 
River  trail  is  only  about  6  hours  distant,  is  less 
known  to  i  ir  merchants,  than  any  other  portion 
of  the  United  States.  We  know  of  none,  with  the 
people  of  which  we  so  seldom  come  in  contact. — 
This  is  owing  to  the  fact  that  travel  follows  the  di- 
rection of  freight.  The  farmer  wherever  situated, 
follows  the  route  of  his  produce,  to  market.  Yet 
New  York  rather  than  Philadelphia,  is  destined  to 
command  the  larger  part  of  the  trade  of  central 
Pennsylvaaia.  We  do  not  speak  as  a  partisan; 
our  opinion  is  grounded  upon  the  fact,  that  Phila- 
delphia is  the  exporting,  and  New  York  the  consum- 
ing point  of  the  products  which  this  road  will  bring 
to  market ;  and  both  being  as  far  as  cost  of  transpor- 
tation is  concerned,  nearly  equal  distant,  we  see  no 
reason  why  such  products  should  take  the  long 
circuit  by  Dvay  of  Philadelphia  to  the  point  of  con- 
sumption. We  may  be  mistaken,  however,  as  to 
the  extent  which  the  superior  attractions  of  New 
York  will  influence  this  trade,  but  there  can  be  nc 
doubt  that  this  city  will  draw  a  large  portion  of  it 
over  the  above  route. 

The  routes  of  the  proposed  road  both  to  New 
York  and  Philadelphia  are  favorable,  the  maximum 
grade  in  direction  of  the  heavy  traffic  not  exceed- 
ing 40  feet  to  the  mile.  The  ability  of  a  road  hav- 
ing this  grade  to  carry  on  a  profitable  traffic,  is  de- 
monstrated by  the  fact  that  the  Baltimore  and  Ohio 
are  carrying  on  a  profitable  traffic  in  coal  at  the 
rate  off  of  a  cent  per  ton  per  mile,  and  against  ad- 
verse gradesof  SOfeettothe  mile.  It  is  well  known 
that  the  latter  road  encounters  grades  of  about  110 
feet  to  the  mile,  against  116  in  favor  of  the  heavy 
traffic,  and  which  are  claimed  by  the  companies  to 
be  no  serious  obstacle  to  a  profitable  traffic. 

In  addition  to  the  agricultural  products  of  this 
portion  of  Pennsylvania,  and  for  which  this  city  is 
in  fact  the  ivnvenieni,  and  from  the  fact  of  its  great- 
er population,  the  best,  market,  and  the  business  to 
be  derived  from  the  transportation  of  coal,  the  de- 
mand for  which,  as  is  well  known,  threateas  to  ex- 
ceed the  capacity  of  our  existing  works  to  supply. 

The  relation  that  the  proposed  road  bears  to  the 
commerce-  and  travel  between  the  great  Eastern 
markets  and  the  West,  has  already  been  alluded  to. 
Such  is  the  rapid  progress  of  railroads  in  the  great 
Valley,  there  can  be  no  question  that  the  business 
which  they  develop,  and  concentrate  upon  the  great 


avenues  to  the  eastern  cities,  will  far  exceed  the 
capacity  of  all  we  can  construct  for  years.  Up  to 
the  present  time  the  Erie  canal  has  been  the  great 
channel  of  communication  between  the  East  and 
the  West.  This  work,  however,  is  closed  by  ice 
for  4  or  5  months  each  year;  yet  the  amonnt  of  bu- 
siness crowded  upon  during  the  season  of  naviga- 
tion almost  exceeds  belief.  The  amount  of  tonnage 
reaching  tide  water  through  the  New  York  canals, 
for  the  past  year,  and  mostly  through  the  Erie, 
equalled  2,234  822  tons,  valued  at  Sfi6,896,102;  and 
the  tonnage  going  from  tide  water,  521,527  tons,  and 
valued  at -$11^,896,444!  It  will  be  borne  in  mind, 
too,  that  both  the  tonnage  values  are  given  at  the 
minimum  amounts.  These  figures  show  the  ex- 
tent of  the  trade  between  the  two  great  divisions  of 
the  country.  As  shown  by  one  route,  and  one  too, 
that  is  closed  for  a  considerable  portion  of  the  year, 
when  it  is  considered  too,  that  for  certain  kinds  of 
merchandize,  the  railroad  is  preferred  to  the  canal 
at  all  seasons,  there  certainly  can  be  no  lack  of  bu- 
siness upon  any  ol  our  railroads,  constructed  as 
outlets  from  the  interior  to  tide  water.  As  far  as 
the  road  from  Williamsport  east,  is  concerned,  it 
will  have  the  advantage  of  being  the  trunk  of  two 
distinct  lines,  communicating  with  all  the  import- 
ant points  both  on  Lake  Erie  and  Ontario. 

To  bring  Williamsport  in  communication  with 
Philadelphia  requires  '.he  construction  of  only  93 
miles  of  road,  at  an  estimated  cost  of  $3,400,000,  or 
about  ii35,000  per  mile.  To  reach  New  York  re- 
quires a  further  outlay  for  the  connecting  link  be- 
tween Easton  and  Tamenend.  Upon  the  former, 
the  work  of  construction  is  already  well  advanced, 
and  measures  are  in  progress  which  promise  to  se- 
cure the  completion  of  the  latter  at  an  equally 
early  period.  When  both  are  completed,  Philadel- 
phia and  New  York  will  not  only  be  brought  into 
intimate  relations  with  a  most  important  section  of 
country  capable  of  sustaining  a  greater  population 
than  the  whole  State  now  contains,  and  only  want- 
ing in  railroads  to  realize  such  a  result.  ; 

We  desire  to  see  the  above  roads  built  for  other 
than  merely  commercial,  or  business  cunsiderations. 
They  will  secure  the  construction  of  numerous 
other  roads  traversing  the  northwestern  part  of  the 
State  in  every  direction,  which  must  of  necessity 
extend  from  the  New  York  to  the  Ohio  state  line 
and  break  down  that  barrier  to  trade  and  travel 
which  a  portion  of  Ibe  people  of  Penasylvania  are 
seeking  to  erect.  The  construction  of  the  above 
will  be  followed  by  that  of  the  Sunbury  and  Erie 
road.  To  the  latter,  the  road  from  Erie  to  the  Ohio 
state  line  will  be  indispensible.  The  opponents  to 
this  road  are  in  fact  only  endeavoring  to  defeat  a 
project  which  will  constiiule  a  legitimate  extension 
of  a  work  which  is  looked  upon  as  of  importance 
both  to  Philadelphia  and  to  the  State  oi  Pennsyl- 
vania. The  legislation  of  Peunsylvati-i  must  be 
liberalized  by  the  construction  of  rail  lads,  and 
none  are  better  calculated  to  secure  sii  h  a  result 
than  the  roads  proposed. 


IIIas8achu«ette« 

J^all  River  Road.—Al  the  annual  meeting  of  the 
stockholders  of  the  Fail  River  railroad  company, 
held  recently,  the  following  named  gentlemen  were 
unanimously  re-elected  directors  for  the  ensuing 
year: 

Nathaniel  B.  Borden,  Richard  Borden,  Jefllerson 
Borden,  of  Fall  River;  Joseph  Tillinghast,  of  New 
Bedford;  Nathum  Stetson,  ol  Bridgewater,  Peter 
H.  Pierce  ot  Midaleborough ;  Royal  Turner,  ot 
Randolph;  C.  C.  Gilbert,  Robert  Waterson  of  Bos- 
ton. 


V.fM.'    L   «k_ 


AMfiUlCAB    RAILROAD    JOCJRHAL. 


Hold  Him  t 

We  have  received  numerous  communications  in 
reference  to  our  articles  upon  the  proceedings  ol 
the  Panama  railroad,  of  which  the  following  will 
do  for  a  specimen  : 
Editor  Railroad  Journal  : 

1  am  amused  at  the  writhing  of  the  editor  of  the 
Railroad  Journal,  yet  all  won't  do;  "  (hose  monied 
fools  will  break  their  necks  and  purchase  Pana- 
ma." I  took  at  such  ruinous  rates.  I  see  sales 
made  at  SI 39  on  Saturday,  and  perhaps  they  will 
reach  8140  to-day.  I  think  the  Eliter's  friends 
ought  to  get  a  straiijht  waistcoat  for  him,  in  the 
event  of  this  stock  going  higher. 

Yours,  A.  G. 

January,  24,  1853. 

Since  the  date  of  the  above,  and  the  publication 
of  our  articles,  the  stock  has  fallen  to  SI34,  the  pre- 
sent price ! !  We  submit  that  the  straight  jacket 
is  not  needed  by  us,  yet  A.  G.  has  made  a  lois  of  5 
per  cent. ! !!  We  congratulate  him  on  his  bargain. 
In  the  meantime  we  command  to  his  attentive  per- 
usal, for  his  consolation,  the  following  appropriate 
poem : 

But  soon  the  truth  it  came  to  light, 

And  showed  the  rogues  they  lied  ; 

The  man  recovered  fiom  the  bite, 
The  dog  it  was  that  ditd. 

Ohio  and  Indiana  Railroad. 

We  iearn  that  this  riad  is  making  the  most  sat- 
isfactory progress  both  in  the  work  of  construction 
and  in  securing  the  means  for  its  completion. 

The  company  hsve  just  dijipoeed  of  their  bonds 
to  the  amount  of  $j  1,000,000,  at  a  price  much  high- 
er than  has  been  usually  attained  for  similar  secu- 
'rities.  The  favorable  sale  it  has  made,  is  chiefly 
owing  to  the  fact  that  the  company  did  not  come 
into  market  until  they  were  prepared  to  ofltr  a  se- 
curity having  a  sufficient  basis  to  render  it  attrac- 
tive to  the  most  fastidious  buyer.  There  is  no  way 
in  which  railroad  companies  can  economize  so  ef- 
fectually, as  to  provide  such  basis  before  attempting 
to  tell  their  bonds.  In  the  one  case  they  are  in  the 
hands  of  the  buyer ;  in  the  other  they  are  entirely 
independent  of  him.  An  adriitionaldomestic  stork 
subscription  of  f  100,000  will  oOen  save  one-half  or 
two-thirds  ol  the  amount   in   the   increased   price 

which  the  companys  loan  commanJs.  The  man- 
ner in  which  the  affViirs  of  the  company  have  been 
conducted,  has  been  creditable  throughout. 

The  estimated  cost  of  the  above  road  is  $1,854,- 
000,  or  $14,050  per  mile;  to  meet  which  the  com- 
pany has  the  lollowing,stock  subscription  : 

County  subscriptions SIOOOOO 

Individual        "  375,000 

Con;ractors      "         150.000 

Ohio  and  Pcnn.  railroad  subscription....  100  000 
Pennsylvania  railroad  "    300.000 


Total Sl.;>23,000 

The  subscriptions  it  will  be  seen  are  of  the  very 
best  character,  and  must  realize  nearly  their  face. 
The  line  of  the  load  occupies  the  cheapest  route 
probably  in  Ohio.  It  is  destined  to,  and  must  soon 
form,  a  part  of  a  great  line  of  railroad  connecting 
Central  Ohio  with  Chicago.  The  important  rela- 
tion it  holds  to  other  roads  is  well  attested  by  the 
aid  extended  to  it  by  two  such  leading  companies 
as  the  Ohio  and  Pennsylvania,  and  thePennsylva 
nia.  It  traverses  an  exceedingly  fertile  country, 
capable  of  supplying  a  lucrative  lo:;al  trafDc,  and 
we  see  no  reason  why  it  will  not  take  rank  among 
the  best  paying  roads  of  the  west.  It  must  command 
the  local  business  ol  a  large  district  ol  country,  and 
years  will  elapse  before  it  can  have  a  rival,  and 


then  it  will  probably  maintain  the  strongest  of  all 
monopolies  in  occupying  the  best  route  between  its 
termini. 


Ontario,  Sitncoe  and  Huron  Union  Railroad* 

The  directors  of  the  Ontario  Simcoe,  and  Huron 
railroad,  accompanied  by  the  chief  engineer,  made 
an  excursion  over  the  road  on  the  5th  January.  So 
much  has  been  said  disadvantageous  to  the  char- 
acter ol  this  road,  that  we  have  much  satisfaction 
in  being  enabbd  to  slate  that  the  road  is  in  excel- 
lent order,  and  that  the  distance  of  30  miles  now 
completed,  going  northward  was  run  in  one  hour; 
and  that  on  a  portion  ot  the  road  a  speed  of  43  miles 
per  hour  was  attained. 

In  the  vicinity  of  Newmarket  the  directors  in- 
spected some  heavy  works  now  in  progress,  and 
which  have  been  undertaken  with  a  view  to  the 
reduction  of  some  objectionable  curves  made  in  the 
original  location.  When  these  works  are  comple- 
ted,—as  they  will  be  early  in  April.— the  grading 
and  bridging  will  be  completed  to  Barrie  ;  and  as 
the  timber  lor  the  saperstruciure  is  distributed  over 
the  line,  the  laying  of  the  track  will  then  be  rapid- 
ly proceeded  wiih  ;  and  it  is  txpccted  the  roaJ  will 
be  opened  as  far  as  Barrie  eariy  in  Jane. — Cana- 
dian Journal. 


Sale  of  Bonda. 

Our  reade's  are  referred  to  ihe  advertised  sale  of 
the  bondsof  the  Williamsport,  Catawissa  and  Lake 
Erie  railroad  in  another  column. 


CITY  SECORITIES-fBONDS. 

Brooklyn  6's 

Albany  6's,  1871-1881 

Cincinnati  6's 

St.  Louis 

Loui.sville  (J's  1880 

Pittfcburg  C's,  1^69-1871 

New  York  7's,  1857 

New  York  5's,  1858-'60 

New  York  5's,  1870-'75 

New  York  5's,  18iK) 

Fire  loan  5's,  1886 

PhiladelDhia  6's,  lb76-'90. ... 

Baltimore  1870-W 

Boston  3's 


stock  and  Money  Market. 

Stocks  have  been  heavy  during  the  past  week, 
and  most  of  ihe-fancies  show  something  of  a  de- 
cline. The  causes  at  work,  however,  are  chiefly 
speculative  in  their  character,  and  may  change  at 
any  momeat.  For  sound  securities  prices  are  firm 
and  steady,  with  an  active  demand  for  such  for  in- 
vestment. 


Railway  Share  &  Stock  List; 

corrected  weekly  for  the 
AMERICAN    RAILROAD    JOURTTAIi. 


NEW  YORK,  FEBRUARY  5,  1853. 

GOVERNMENT  AND  STATE  SECURITIES. 

U.S.  5's,  1853 lOOj 

U.S.  6's,  1856 108i 

U.S.  6's,  l«t)i 115 

U.  S.  6's,  1862— coupon 115 

U.S.  6's,  1867..- ll'JJ 

U.  S.  6's,  1868 120 

U.  S.  6's.  1868— coupon 120 

Indiana  5's 102 

lQdiaiia2i 59 

CanalloanO's 97 

"      Canal  preferred  5's 41 

Alabama  5's 98 

Illinois  6's,  1847 88 

Illinois  6's — interest 60 

Kentucky  6's,  1871 Ill 

Maryland  6's 109| 

New  York  6's,  1854-5 ■. 108 

New  York  6'8,18t0-'6l-'62 116 

New  York  6's,  l864-'65 119J 

New  York  6's,  |y.,  1866 1I9| 

New  York  5i's,  1860-'61 Ill 

New  York  5|'s,  1865 112 

New  York  5'8, 1854-'55 108 

New  York  5's,  l858-'60-'62 110 

New  York  5's,  1866 113 

New  York  4t's,  1858-'59  '64 101 

Canal  certificates,  6's,  1861 

Ohio6'8,  1856 T 105| 

Ohio  6's,  1860 110 

Ohio6'8,  1870 116^ 

Onio6's,  1875 llGj 

Ohio  5's,  1865 106 

Ohio  7's,  1851 105i 

Pennsylvania  5's 98 

Pennsylvania  6's,  1847,.'53 lOl 

Pennsylvania  6's,  1879 9f»4 

Tennessee  5's ...» 94 

Tennessee  6's,  1880 108 

Virginia  6'8, 1886 


IIAILROAD  BONDS. 

Erie  1st  mor'gage,  7's,  1867 
Erie  2d  moitgage,  7's,  1659. 
Erie  income  7's,  1 855 ...... 

Erie  convertible  bonds,  7's,  1871 
Hudson  River  1st  mort.,  Ts,  18  59 
Hudson  River  2d  mort.,  7's,  186P 
New  York  and  New  Haven  7's 

Reading  6's,  1870 

Reading  mortgage,  t>'s,  1860... 
Michigan  ('entral.  convertible, 
Michigan  Southern,  7's,  1860  . 

Cleveland,  Col.  a«id  Cin.  7's,  ld59 1-23 

Cleveland  and  Pittsburg  7's,  18<0 102 

Ohio  and  Pennsylvania  7's,  18(5 !!l('9 

Ohio  Central  7's.  1861 .1 ]  98 


! 

89 

=1- 

106 
,1071 
103| 
lOlk 
,   98| 
,102| 
.108 
.103 
.1031 
.104 


107 

107 

.102 


....1151 
....llli 
....  98 

98 

....108 
....  991 
....1054 
....  92t 
....  95 

3's,  1860 llOi 

....1011 


1861 


RAILROAD  STCCKS. 


[corrected  for  WEDNESDAY 


OF  EACH  WEKK.J 


Albany  and  S-henettady 

Boston  and  Maine 

Boston  and  Lowell 

Boston  and  Worcester 

Boston  and  Providence 

Baltimore  and  Ohio 

Baltimore  and  Susquehanua.. 

Cleveland  and  Columbus 

Columbus  and  Xenia 

Camden  and  Amboy 

Delaware  and  Hudson  (canal) 

Eastern .\ . . . , 

Erie 

Fall  River 

Fitchburgh 

Georgia , 

Georgia  Central , 

Harlem 

"      preferred 

Hartford  and  New  Haven . . 
Housatonic  (preferred) 

Hudson  River 

Little  Miami 

Lon?  Island , 

Mad  River 

Madison  and  Indianapolis.., 

Michigan  Central , 

Michigan  Southern 

New  York  and  New  Ha  Yen 

New  Jersey 

Nashua  and  Lowell ,., 

New  Bedford  and  Taunton., 
Norwich  and  Worcester.... , 

Ogdensburgh 

Pennsylvania ^ 

Philadelphia,  Wilm'gton  &,  Ba 


Peb.  3. 

113i 

105 

105| 

105 
90 
i>Ol 
33 

124| 


Petersbdrg 


Richmond  and  Fredericksburg 
Richmond  and  Petersburg.., 

Reading .., 

Rochester  and  Syracuse .... 

Stoniii|ton 

South  Carolina 

Syracuse  and  Utica ', 

Taunton  Branch , 

Utica  and  Schenectady 

Vermont  Central 

Vermont  and  Massachusetts.. t 

Virginia  Centra! 

Western , 

Wilmington  and  Raleigh  .. 


,149 

.130 

98 

,  91 

J  02 


.  69i 
.115 
.129 
,  35 
,    70 

.1191 

.   3hj 

.  99 

,105 

.1061 

,125 

,115i 

,129 

'.   117 
5'i 
.  2:1 
.  50 
.  40 

J  05 
,  35 
,  ftsj 
,127 
57i 

,H64 
.115 
,153 
.  204 
,  21 
.  40 
,101 
.  57| 


Jan.  27, 
113| 
I(j5 
106 
103i 

90f 

98 

34 

130 


130 

98i 
92f1. 

1041 

104 


70^ 

115 

129 

35 

73| 

l'«0 
39|j 
99  ' 

ill 

]06f 

125 

IICJ 

129 

117  I 
52| 
294 
49| 

3b| 

105 

35 

*'7H 
128 

571 
I32f 
146 
115, 
153' 

20| 

22i 

40  I 
100k 

57i 


Railroad    l,»nitrnu. 

Our  readers  will  find  an  advjeriisement  of  trejf 
llOi  I  variety  of  railroad  LAniems  in  another  page 
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Ctneinuatl,  Wilmington  and  ZauetTllle 
Uaillroad. 

The  allotment  ot  this  ruad  was  made,  we  learn 

from  the  Lancaster  Gazette,  to  Mr  De  Gralf,  and 
to  S.  Chamberlain  &  Co.  The  former  obtaining 
29  miles,  the  western  part  of  the  line,  and  the  latter 
the  balance,  about  20  miles,  terminating  in  Zaoes- 
Tille.  The  construction  of  the  bridge  over  the 
Muskingum  at  this  place  was  awarded  to  Messrs. 
Thatcher,  Burt  &  Co.,  ol  Cleveland.  All  of  the 
persons  named  as  contractors,  are  well  known  as 
experienced  and  energetic  men,  who  will  push  for- 
ward the  worK  to  completion  in  the  shortest  possi- 
ble time. 


Pblladelphla,   WllminKton    And    Baltimore 
Railroad. 

The  fifteenth  annual  report  of  this  company  pre- 
sents a  very  full  and  satisfactory  exposition  of  the 
present  condition  and  business  ot  the  road,  and  will 
prove  gratifying  to  the  stockholders. 

The  directors  announce  the  completion  of  the 
passenger  station  in  the  city  of  Philadelphia,  and 
the  substitution  of  a  new  and  substantial  track  in 
place  of  the  old  and  light  rail  and  the  consequent 
increased  speed  and  regularity  of  the  trains.  Noth- 
ing in  the  opinion  of  the  direction  is  left  to  be  de- 
sired by  the  public  or  stockholders,  but  a  bridge  ai 
the  Susquehanna  and  a  better  connection  with  the 
New  York  trains  at  Philadelphia.  With  the 
bridge  in  operation  it  is  believetl  that  the  time  be- 
tween Philadelphia  and  Baltimore  by  express  train* 
could  be  reduced  to  three  hours. 

The  revenue  account  for  1852  is  as  follows : 

Receipts  from  passengers S5'2-2,7(i4  8-2 

Freight  and  express 9t;  377  7ti 

Rents 10  845  5I» 

Mails 37,797  Sh 


Expenses  of  transportation 

including    maintenance 

of  way 5257,531  35 

Miscellaneous  expenses...      2tj,752  87 


»6(J7,785  75 


S-284  284  22 
Interest  on  debts 1 34,000  00 


418  282  22 


I                                                          I      8249,501  b'S 
Surplus  ot  1851 55,198  IG 


i 


8304,t)99  69 


Receipts  of  New  Castle  Co: 

Passengers $88917  47 

Freight 2,086  74 

Reals 1,011  50 


92,077  71 


Exr>enses S118,563  07 

lowrest 8203  41 


8396,777  40 


126,766  48 


Joint  surplus 270,010  92 

Dividends 155,386  CO 


Surplus $114,624  92 

Proceeds  of  sale  of  steamboat  George 

Washington 15  000  Ot' 


$129,624  92 
Renewal  fund .....L     74,874  25 


Amount  per  Treasurer's  statement....  S54,750  67 
The  revenue  on  both  lines  show  an  increase  over 
1851,  of  S4I, 853  04,  while  theearnin?s  of  the  New 
Castle  line  have  diminished  $45  20[J  03.  The  cause 
of  this  change  is  due  to  the  quicker  and  more  cer- 
tain time  made  on  the  main  line.  The  ice  oridge 
over  the  Susquehanna  during  the  last  winter  tend- 
ed materially  to  expedite  the  trade  over  the  road. 
This  bridge  was  completed  on  ihe  15th  day  of  Jan. 


and  coiklinued  in  use  till  the  24th  ot  February, dur- 
in.fT^iich  time  1378  cars  loaded  with  freight,  ex- 
press and  mails,  were  passed  over  without  the 
slightest  loss.  The  material  of  the  track  were  re- 
moved to  the  shore  before  the  going  out  of  the  ice, 
without  losing  a  bar  of  iron  or  a  single  cross  tie. 
The  reduction  of  the  winter  fare  to  $3  is  stated  to 
be  acceptable  to  the  public  and  beneficial  to  the 
company. 

The  operations  of  the  express  trains  going  through 
from  city  to  city  in  four  hours  have  made  them 
very  popular.  They  leave  Baltimore  at  8j  A.  M., 
and  arrive  at  Philadelphia  at  twelve,  giving  time 
to  passengers  to  dine  and  proceed  to  New  York  by 
the  2  P.  M.  train.  The  following  are  the  statistics 
of  the  road  and  the  New  Castle  Branch 

The  whole  number  of  through  first  class  passen- 
gers onthe  railroad,  in  1851,  was  107,824,  paying 
tii306,500;  of  second  class  15,142,  paying  S27  500. 
Total  from  through  passengers  in  1851,  $334  OOO. 
The  whole  number  of  through  first  class  passengers 
on  the  railroad  in  1852  was  I28,428i.  paying $376, 
223  22;  of  second  class  8,409,  paying  $16,122  87. 
Total  Irom  through  passengers  in  1p52,  $392,346.- 
09:  showing  a  gain  of  $58,316  09,  on  the  through 
favel  for  the  whole  year.  It  will  be  seen  hereafter 
what  efr<^ct  the  through  ticket  had  upon  this  gain 
in  through  travel. 

The  whole  number  of  way  passengers  on  the 
railroad,  in  1851,  was  217.629,  paying  $117,768. 
In  1852  the  number  was  251,9l8i,  paying  $136,- 
620  39:  Showing  a  gain  in  the  receipts  of  way  tra- 
vel of  $18  852  39,  and  a  gain  in  numbers  ot  14,- 
2894. 

The  receipts  from  freight  and  express  in  1851, 
were  $83  25'»  93,  in  1852,  $96  377  76,  showing  a 
^'ain  of  $13,117  83.  The  receipts  from  the  mail 
and  other  sources,  in  1851,  were  $45  695  19;  in 
1852,  the  receipts  from  the  same  sources  were  $48,- 
643  17;  showing  a  gain  of  $2  947  98.  Total  gain 
in  receipts  on  railroad  line  in  1852,  $87,062  07. 

The  whple  number  of  through  first  class  passen- 
gers on  the  New  Castle  line  in  1851  was  26,565, 
pavinsr  $77  5t»6  08;  of  second  class,  5.582i,  paying 
$11,163  00.  Total  from  through  passengeis  in  1851 
588,731  08.  The  whole  number  of  through  first 
class  pas.s^ngers  in  1852  was  I5,27i2,  paying  $40  - 
023  14;. of  second  class  6,494,  paying  $!»,223  &i. 
Total  from  through  passengers  in  1852,  $49,246- 
76,  showing  a  loss  in  receipts,  from  tlirough  travel, 
of  $39  48432,  and  in  numbers,  of  I0,38ij.  The 
whole  number  of  way  passengers  in  1851  was43,- 
255,  and  the  receipts  from  way  passengers,  freight 
and  other  sources,  were  $48.5.55  66.  The  whole 
number  of  way  passengers  in  1852  was29,294j,  and 
•.he  receipts  from  wav  passengers,  freight  and  other 
sources,  were  $42,870  95,  showing  a  falling  iff  of 
:ii5.684  71.  and  in  numbi-rs,  of  13  260J.  Total  loss 
in  receipts  on  New  Castle  line,  $45  209  03.  This 
O'S  was  partly  owing  to  a  reduction  in  through 
tare,  but  mostly  to  the  causes  before  alluded  to,  re- 
sulting frotn  the  improvtments  on  the  main  line, 
which  turned  a  larger  portion  of  the  travel  in  that 
uirecticn. 

It  is  stated  that  there  has  been  a  large  falling  off 
in  the  western  travel  as  indicated  by  the  following 
figures : 

In  1847  the  revenue  from  western  travel  wa^ 
S62,4I2  50;  in  1^48  $59,576  25;  in  1849.  $37,388,- 
75;  in  ItJO,  $34,358  11;  in  1851  $21,834  30,  and 
in  1852,  only  $5,477  30. 

The  cause  assigned  is  the  opening  of  the  New 
York  and  Erie  and  Pennsylvania  railroads,  and  it 
is  believed'the  western  travel  will  resume  its  for- 
mer channel  on  the  opening  of  the  Baltimore  and 
Ohio, railroad,  and  that  the  eouthern  travel  will 
also  again  take  the  land  route  on  the  completion 
of  the  Wilmington  and  Manchester  road. 

The  new  station  nt  the  corner  of  Prime  and 
Broad  streets,  Philadelphia,  is  now  completed.  It 
is  400  feet  long  by  150  bread,  having  ei£;ht  tracks, 
sufficient  to  store  more  than  50  cars.  The  front  of 
the  building  contains  baggage  and  reception  rooms 


and  on  the  second  story  a  large  hall  together  with 
Offices  for  the  use  of  the  company.    The  cost  of  the 

building  was  $65,000. 

An  application  has  been  made  by  the  company 
to  the  legislature  of  Maryland,  to  obtain  the  right 
of  crossing  the  Susquehanna  by  a  bridge,  and  va- 
rious reports  have  been  made  in  its  favor.  The 
construction  of  the  bridge  is  even  more  advanta- 
geous to  the  Baltimore  and  Ohio  road,  in  which 
the  state  of  Maryland  is  la'gely  interested  than  to 
the  Baltimore  and  Philadelphia.  With  this  bridge 
and  other  works  in  course  of  construction,  Balti- 
more will  become  cot  only  a  great  commercial  cen- 
tre, but  a  great  thoroughfare  from  east  to  west  and 
from  north  to  south.  Without  it,  other  rival  routes 
will  continue,  as  now,  to  attract  business  over  their 
lines  to  New  York,  by  insuring  greater  expedition 
and  certainty. 

The  argument  that  the  bridge  will  be  injurious 
to  the  navigation  interests  of  Port  Deposit,  is  shown 
to  be  groundless,  by  the  fact  that  numerous  bridges 
provided  with  draws,  in  the  vicinity  of  leading  cit- 
ies ofl'er  no  impediment  to  much  larger  amounts  of 
trade  than  now  go  up  to  Port  Deposit.  The  con- 
struction of  the  bridge  reauiring  an  outlay  of  a  half 
million  of  dollars  within  3  or  4  miles  of  that  place 
will  add  materially  to  its  business  and  add  more  to 
the  wealth  of  the  town,  than  any  thing  likely  to  oc- 
cur for  many  years  to  come. 

The  through  ticket  system  has  b«»en  found  to 
work  satisfactorily  and  add  to  the  comfort  of  trav- 
ellers. The  total  through  tickets  in  August,  Sept., 
October  and  November  1851,  was  20  246,  for  the 
corresponding  months  of  1852, 38,499,  being  a  gain 
of  18,253  through  passengers.  The  .otal  number 
for  the  year  was  93.004. 

The  whole  of  the  new  track  has  been  furnished 
with  a  rail  of  from  G'2  to  65  pounds  per  yard,  mak- 
ing 46i  miles  laid  during  the  year.  Two  miles  of 
this  distance  have  been  laid  with  the  Winslow  com- 
pound rail,  as  an  experiment.  Thus  far  it  has  been 
successful,  being  equivalent  to  a  continuous  rail 
without  joints  and  imparting  an  ease  of  motion  to 
the  cars  before  unknown.  Should  this  rail  bear  the 
test  of  time  it  will  prove  of  great  service,  by  adding 
to  the  comfort  of  passengers  and  diminifhing  the 
wear  and  tear  of  cars  and  engines.  In  addition  to 
the  new  main  track,  there  have  also  been  three 
miles  of  new  turn  outs  laid  during  the  last  year. 

The  branch  from  Wilmingtoa  to  New  Castle  has 
been  completed  and  lea.«ed  perpetually  by  the  P. 
W.  &  B.  Co.,  at  7  per  cent,  per  annum  with  the 
option  of  purcha.se  at  cost  after  15  years.  The  cost 
exclusive  of  motive  power  is  $89,000. 

In  reference  to  the  projected  air  line  between  N. 
York  and  Washington,  which  must  necessarily  be 
along  the  line  of  this  road  the  repcrt  considers  it 
would  be  injurious  to  the  public  interest  and 
slates :  •    .      j      . 

There  can  be  no  shorter  line,  and  none  of  easier 
grades  between  Philadelphia  and  Baltimore  than 
ours,  and  it  is  and  has  been  the  intention  of  your 
directory  to  make  it  a^  efficient  and  accommodating 
in  every  respect  as  any  in  the  country,  so  that,  tra- 
vellers  can  find  no  reasonable  fault  either  with  the 
speed  or  the  fare.  This  they  have  deemed  the  surest 
way  to  prevent  ruinous  competition,  and  to  place 
the  road  on  a  permanent  foundation  of  prosperity. 

A  new  ferry  boat  of  iron  220  feet  long  has  been 
contracted  for,  and  a-*  the  bridge  could  not  be  con- 
structed in  less  than  2}  years  alter  obtaining  achar- 
ter  for  such  purpose,  the  services  of  the  new  boat 
will  be  rendered  absolutely  essential. 

We  tako  the  following  from  the  statement  oi  the 
treasurer. 


AMfiRTCAISr    RAILROAD    JOtTRVAL. 


Cost  of  railioad  and  all  appunenan- 

ces  up  to  1852 «5,192  590  19 

Stock  owned  by  company 861 ,325  00 

Real  estate 168,962  98 

Advances  on  contracts 10,000  00 

Assets,  old  rails,  etc 135,072  78 

Materials,  eic 38,907  12 

Treasurer  N.  C.  Co.,  Treasurer  N.  C. 

&  W.  R.  R.  Co 16.206  25 

Reconstruction  account 352.050  86 

Expended    over  appropriation  from 

Renewal  fund 38,724  04 


86,813,839  22 

Capital  stock,  outetanding S3,850,000  00 

Mortgage  loans 2,403,276  05 

Due  tor  real  estate,  iron,  etc 505,812  50 

Surplus  over  expenses  elter  deduction 
for  renewal  luud 54,750  6T 


$6,813,839  22 
The  items  of  tee  New  Castle  railroad  Co  are  : 

Railroad S699.5I4  34 

Steamboats.... 185.576  -26 

Real  Estate 23,H36  44 

Chesapeake  and  D.  Canal  6tock 25  000  00 

Assets  in  stocks,  etc 88,383  35 


$1,022,310  36 

Capital  stock $861,420  00 

Due  state  of  Delaware  for  canal  slide.     25,000  00 
Bills  payable  and  various  claims 135,890  36 


.      '      .'  >  .■         .^     $1,022,310  36 

The  report  of  the  engineer  and  general  superin- 
tendent, Isaac  R.  Trimble,  Esq.,  shows  in  detail  the 
condition  of  the  road  and  its  rolling  stock  and  its 
operations: 

Two  through  passenger  trains,  stopping  at  way 
stations,  and  one  express  train,  stopping  only  for 
wood  and  water,  were  ruu  during  the  entire  year 
of  1852.  Three  accommodation  trains  were  run  be- 
tween Philadelphia  and  Wilmington  for  eight 
months  of  the  year,  one  being  continued  during  the 
whole  year  as  usual.  An  accommodation  train 
was  started,  for  the  first  time  last  year  between 
Baltimore  and  Havre  -ie  Grace,  and  run  for  seven 
months.  Should  the  last  named  train  be  resumed  in 
1853,  there  is  reason  to  believe  it  would  do  a  fair 
business,  which  should  annually  increase. 

Two  daily  freight  trains  were  run  over  the  road 
in  January,  February  and  March,  and  one  of  them 
continued  throughout  the  year. 

Freight  now  seeking  the  road  is  more  than  one 
train  can  transport.  Two  separate  trains  for  local 
freight  alone  may  be  required  this  year,  and  one  or 
more  for  the  traffic  which  the  opening  of  the  Ohio 
road  will  produce. 

The  road  bed  and  bridges  are  generally  in  good 
condition.  The  re-construction  of  culverts  and  em- 
bankments at  a  point  carried  away  by  the  flood  ot 
August  last,  will  cost  probably  $10,000.  All  the 
bridges  are  in  good  repair.  Especial  attention  has 
been  given  to  those  over  Gunpowder  and  Bush  riv- 
ers, which  are  now  in  the  best  possible  state  of  le- 
pair.  The  total  distance  of  new  track  laid  in  185*2 
was  464  miles,  the  cost  ot  which,  including  labor 
and  material  has  been  about  $7,200  per  mile. 

No  accidents  have  occurred  during  the  past  rear 
on  the  road,  involving  serious  injury  or  loss  of  life. 
The  following  are  the  statistics  of  the  transporta- 
tion of  passengers  oa  the  road  for  each  year  since 
1846:     . 

'^  ■  ^       1847.        1848.         1849. 

Through 98,250    100  642      95,756 

Way 187,066    19d,896    196,765 


285,325    291,538    292.521 
■   -:  =  (11  rao's) 

185a        1851.        1852. 

Through 104,706    122,966    136,837i 

Way 192,572    237,628    251,9181 


297,278    360,594      388,756 
Number  of  Way  passengers  carried   on   the 


•"ailroad  one  mile,  in  each  of  the  following  years^ 
was  as  below : 

1847.  1848.  1849. 

14,776,559  14,891,536  13,607,011 
(11  mo's) 

1850.  1851.  1852. 

15,312,626  18,325,076  20,268.887 

Jonrnal  of  Railroad  Ijaw. 

FAR.M    FENCES. 

In  the  late  case  of  Kenckmaker  vs.  the  Cleveland 
and  Columbus  railroad  company,  4ried  in  the  Slate 
of  Ohio,  it  appeared  that  the  plaintiff  had  six  hogs 
killed  by  the  defendants'  engine,  the  animals  hav- 
ing strayed  upon  the  track  ol  their  railroad. 

The  plaintiff's  Counsel,  requested  the  Judge  to 
charge  the  Jury,  that  unle*sthey  were  satisfied  that 
the  defendants  had  used  due  diligence  in  order  to 
avoid  injuring  the  hogs,  and  had  seasonably  and 
suitably  slackened  ihtir  speed  for  the  purpose  of 
effecting  this  object,  they  were  liable  for  all  the 
damage  which  bad  occurred. 

His  Honor  refused  to  charge  the  Jurj  as  re- 
quested, but  stated  in  substance  that  "  the  defend- 
ants had  a  right  to  the  Iree  and  unobstructed  use 
of  their  road,  with  the  exception  of  the  regular 
crossings  whether  public  or  private,  which  had 
been  established  by  law.  If  the  destruction  of  the 
hogs  did  not  occur  at  a  regular  crossing,  then  the 
animals  must  be  regarded  in  the  light  of  trespass- 
ers. The  negligence  of  the  plaintiff  in  that  case, 
in  suffering  them  to  encroach  upon  the  premises  of 
another,  would  effectually  preclude  him  from  re- 
covering in  the  present  action,  for  he  who  claims 
damages  from  another,  must  himself  be  Iree  from 
wrong,  and  must  not  have  contributed  to  the  injury 
complained  of.  The  owners  of  cattle  must  duly 
fence  their  lands." 

The  Jury  rendered  a  verdict  for  defendants. 

The  doctrine  of  the  foregoing  case  is  in  accord- 
ance not  only  with  the  Pennsylvanian  decision, 
which  has  recently  been  reported  in  this  paper,  but 
with  several  ethers,  including  one  of  our  own  Su 
preme  Court  in  relation  to  the  Tonawanda  railroad 
in  5  Denio's  reports  p.  255. 

The  following  points  were  in  that  ca<e  settled.— 
Cattle  straying  upon  the  lands  of  others,  and  upon 
highways,  except  when  under  charge  of  some  one 
who  is  driving  them  from  one  place  to  another  are 
trespassers. 

Although  a  town  may  in  the  supposed  exercise 
ot  its  rights,  pass  an  ordinance  permitting  animals 
to  stray  in  the  highways,  such  legislation  is  uncon- 
stitutional and  void,  ifor  it  is  an  infringement  ot 
private  right,  as  highways  are,  in  part,  privite  pro- 
perty. 

The  object  of  the  law  in  requiring  land-owners 
to  maintain  fences,  is  that  farmers  may  keep  their 
own  cattle  in,  and  not  that  they  may  keep  toe  cat- 
tle ot  others  out,  and  the  legal  requirements  in  re- 
spect to  maintaining  fences,  cannot  without  absur- 
dity be  so  construed  as  to  be  deemed  applicable  to 
railroads,  although  some  special  legislation  on  thii> 
subject,  applying  to  railroads  may  be  both  neces- 
sary and  proper. 

Heavy  Damages.— \n  the  case  of  Roswell  Hood 
vs.  the  i^ew  York  and  New  Haven  railroad  com- 
pany, on  trial  in  the  Superior  Court,  the  jury  yes- 
terday brought  in  a  verdict  for  the  plaintiff  to  re- 
cover $6,000  damages  and  costs. 

It  will  be  remembered  that  the  plaintifTs  leg  was 
broken  by  the  overturn  of  a  sleigh,  running  from 
Unionville  to  Collinsville,  in  connection  with  the 
Canal  road,  which  latter  road  was  at  the  time  leas 
ed  to  the  N.  Y.  and  N.  H.  company.     Plaintiff 
t>ought  a  through  ticket  to  Collinsville,  and  claim 
fd  the  defendants  was  responsible  for  his  safe  con 
veyance  to  the  end  of  his  journey.    The  defendants 
denied  any  connection  with,  or  responsibility  for, 
the  portion  of  the  journey  performed  by  stage. 

The  case  has  been  three  times  tried.  In  the  first 
instance  the  plaintiff  recovered  about  $3,000,  but 
the  Sjpreme  Court  set  it  aside.     On  the  second 
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trial  the  juty  brought  in  a  verdict  for  a  larger «• 
mount,  which  the  Judge  would  not  receive,  and 
they  atferwards  disairreed.  The^'  now  find  S6  000, 
and  their  verdict  is  received  by  pe  Court. — N.  H. 
Journal,  i9tk. 

j       A  LOST  TICKBTl 

The  late  case  of  Alexander  fs.  lAe  Cincinnati, 
Hamilton  and  Dayton  railroad  company,  related  to 
the  consequences  of  a  mishap,  which  sometimes 
overtakes  travellers— the  loss  of  a  ticket. 

The  plaintiff  having  lost  his  ticket,  and  bein^: 
called  upon  to  produce  it,  was  ejected  Irom  the  car 
at  night,  and  compelled  to  walk  over  a  mile  lor 
belter.  The  weather  being  cold,  he  fioze  his  feet, 
and  brought  an  action  to  recovc  r  damages  for  the 
alleged  injury. 

The  Judge  charged  the  jury,  hat  the  ticket  was 
merely  evidence  of  a  party's  hav  ng  paid  for  the  pri- 
vilege of  riding  in  the  cars;  and  that  if  the  ticket 
were  lost,  it  was  competent  for  him  to  substitute 
other  evidence  in  its  place. 

In  regard  to  the  suggestion,  that  a  lost  ticket 
might  be  found  and  u^^ed  by  on ;  who  had  not  paid 
for  it,  the  Court  remarked  that  i.  company  need  not 
expose  themselves  to  any  such  imposition  as  this. 
It  is  not  necessary  that  the  tick  !ls  should  b^  issued 
in  such  a  manner  that  they  w<  uld  be  good  in  the 
hands  of  a  stranger,  who  may  lappen  to  hav^  ob- 
tained possession  of  it. 

A  verdict  was  rendered  for 
sum  of  S500. 

In  the  case  of  the  Miami  railroad  company,  re- 
ported last  week,  the  jury  did 
discharged. 


the  plaintiff  in  the 


not  agree  and  were 


Covinty  Railroad  Saliscrlpdona. 

The  Hon.  Hf^nry  Dickinson,  Vice  Chancellor  of 
the  state  of  Mississippi,  has  re  icntly  decided  a  case 
involving  the  constitutionality  of  county  subscrip- 
tions to  the  Alississippi  Centril  railroad.  By  the 
charter  of  tke  company,  the  several  counties  thro' 
which  the  road  passes  are  periaitted  to  subscribe  a 
sum  not  exceeding  $200,000  tor  any  one  county, 
provided  an  election  be  first  leld  by  order  ot  the 
Board  of  Police,  and  a  majority  of  those  voting 
shall  be  In  flavor  of  the  subscr:  ption  proposed,  then 
the  board  may  make  it.  The  (alls  on  the  stock  are 
to  be  met  by  direct  taxation,  md  the  tax  pcyer  is 
to  receive  a  certificate  from  tke  sheriff,  which  con- 
stitutes him  a  stockholler  whenever  he  shal^pre- 
sentto  the  treasurer  of  the  co  upany  certificates  e- 
qual  in  amount  to  one  share  of  stock.  In  August 
last  the  Board  of  Police  of  Lai  i'ayette  cour'y  order- 
ed an  election  to  ascertain  the  willingness  of  the 
voters  to  make  a  county  subscription  of  $100,000 
to  the  stock  of  the  road.  The  election  was  held  in 
the  Sept.  following,  when  550  rotes  were  cast  in  fa- 
vor ot  the  subscription,  and  ibout  100  against  it! 
In  December  the  Board  subset  ibed  the  $100,000and 
levied  a  tax  sufficient  to  raise  $20,000  to  meet  the 
calls.  The  sheriff  was  proceei  ling  to  collect  the  tax 
thus  authorised,  when  the  plaiatiff  in  the  suit,  Geo. 
W.  Strickland,  believing  the  tax  to  be  unconstitu- 
tioual,  filed  his  bill  in  the  Court  of  Chancery,  and 
obtained  an  injunction  restra  ning  the  sheriff  from 
collecting  the  tax.  In  additidn  to  the  above  facts, 
the  bill  contains  the  additional  averments  that  the 
complainant  voted  himself  against  the  subscription 
and  that  not  hall  of  the  citizens  of  the  county  voted 
at  all,  there  being  1,400  voteis  living  in  the  county, 
and  further  that  at  two  of  ttie  preciocis  the  vote 
was  taken  not  by  ballot,  but  viva  voce.  The  biil 
charges  that  the  sabscripiioi  is  unconstitutional, 
and  void,  and  prays  for  a  per  }etaal  injureiion. 

The  railroad  company,  the  board  of  Police  and  ' 
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the  Sheriff  ot  La  Fayette  county  were  made  partiei> 
defendant  and  interposed  demurrers  to  the  bill. 

On  the  7thinst.  the  Vice  Chaccellor  delivered  an 
opinion  overruling  ail   objections  to  the  constitu- 
tionality of  the  subscription,  dissolving  the  injunc- 
tion and  dismissing  the  bill.    The  opinion  is  sus- 
taiD«a  by  the  unanimous  approval  of  the  bar  of  the 
State.     In  order  to  settle  the  point  definitively  th«- 
case  has  been  carried  up  by  consent  of  parties  to 
the  Supreme  Court.    The  decision  is  important  at- 
07er  8700,000  have  been  subscribed  to  the  com 
pany  by  the  counties  on  the  line  of  the  road  under 
similar  circumstances  to  those  attending  the  sub- 
scription of  La  Fayeite.    The   Mobile  and  Ohio 
railroad  and  the  New  Orleans.  Jackson  and  Great 
Northern  are  also  deeply  interested  in  the  decision. 
The  opinion  of  Vice  Chancellor  Dickenson  it- 
sustained  by  the  following  cases: 
j    In  Virginia,  by  the  case  ot  Gliddon  vs.  Crump, 
8  Leigh;  in  Ohio  by  the  case   of  the   Cinciunati. 
Wilmington,  and  Zanesville  Railroad  C(.'mpany 
•».  Clinton  county,  (not  yet  reported;)  and  in  Ken- 
lucky  by  the  ca'-e  of  Slack  and  others  against  the 
Maysville  and  L'-xington  Railroad  Company,  (no; 
yet  reported.)    There  is,  so  far  as  we  can  karn,  nc 
casein  which  county  subscriptions  have  been  de- 
clared unconstitutional. 


^^ 


Annual  Report  of  tke  Fit'Murg  Railroad  Compa- 
ny. — The  eleventh  annual  report  of  the  Fitchburg 
railroad  has  been  made  public.  It  is  but  for  eleven 
months,  in  consequence  of  a  late  lawol  the  legisla- 
mre  altering  the  time  for  making  returns  for  the 
Mate.  The  period  embraced  in  the  report  is  Irora 
Jan.  I,  1852,  to  November  30,  1852.  During  that 
period  the  gross  earnini;*  of  the  road  have  been 
8549,277  07;  ot  which  8217.475  87  was  from  pas, 
sengers ;  S2i)-2,375  87  from  frtight ;  and  $9,425  33 
from  mails,  etc.  The  actual  expense  of  operatins; 
the  ruad  lor  the  .same  period  has  been  S2()l,729  72; 
Ihfi  largest  item-;  of  which  are,  fuel  S;59,4.>4  62;  re- 
pairs of  road  and  renewal  n|  iron  837,529  17;  re- 
pairs of  locomotives  S'26, 102  56. 

In  additioD  tu  the  actual  expenses $36,209  31  ha.<- 
been  paid  for  matters  not  directly  belonging  to  ih( 
cost  of  operating  the  road,  but  charged  under  that 
head,  making  n  grand  total  of  8300,939  03.  Amon^ 
the  sums  charged  to  extraordmary  expenses  is84,- 
353  96,  which  the  directors  allude  to  as  -gratuitie;- 
and  damages  paid  mostly  on  verdicts  against  the 
company  for  injuries  to  claimants,  caused,  we  say, 
by  their  own  carelessne>s." 

Of  the  income,  S27.626  86  was  paid  to  the  Peter 
boro'  and  Shirley  road,  and  L'jxington  and  West 
Cambridge  road.  Two  dividends  of  3  per  ct.  each 
have  been  paid  during  the  11  months,  amounting 
in  all  to  8212400. 

There  remnins  a  surplus  of  the  11  months  earn- 
ings of  38,311  18,  which  has  been  carried  to  the 
credit  of  the  contingent  fund;  the  total  amount  oi 
which  fund  was,  on  the  30th  ol  Nov,  last,  850,9rt5.- 
56.  The  construction  account  has  been  increase! 
during  the  year  89  380  90— making  a  total  of  that 
account  of  83.623.073  57. 

The  total  debt  ot  the  company  is  $112  305,  and 
the  assets  8203,835  53. 

The  gross  income  for  the  eleven  months  of  1852 
as  compared  with  1851.  shows  a  gain  in  1852  ql 
S33.264  31.  The  number  of  passengers  carried  in 
1852  has  been  1,165,635,  in  1851,  1,261,159.  Thi^ 
shows  a  decrease  of  passengers  in  1852  ol  95,506. 
This  decrease  is  in  part  owing  to  the  running  of  a 
less  number  of  excursion  trains,  and  passing  a 
large  number  free  over  the  road  at  the  time  of  th? 
railroad  jubilee.  Notwithstanding  the  decrease  in 
numbers,  the  receipts  from  passengeis  in  1852  has 
been  85,377  24  more  than  in  1851,  the  travel  aver- 
aging longer.  The  number  of  tons  of  freight  car- 
ried in  1852  has  been  399  752.  an  increase  of  66,039 
tons  over  1851  ;  of  the  freight,  ll6.08;i  tons  was  ice 
and  37.515  brick.  Of  the  increase  of  freight  34,14j? 
tons  came  from  roaJs  above  Fitchburg;  2,784  from 
roads  connecting  at  Groton  Junclioa  and  29,107 
from  main  road  and  branches. 


Central  Ohio  Railroad. 

On  the  20ih  inst  the  Western  Division  of  this 
road  was  finally  completed,  and  the  trains  are  now 
running  daily  between  Zanesville  and  Columbus. 
The  Zanesville  Coui ier  says :  This  early  opening 
of  the  road  has  been  effected  by  the  most  untiring 
perseverance  and  industry,  and  the  President  and 
directors,  together  with  those  who  performed  the 
manual  labor,  deserve  praise  lor  their  exertions, 
which  have  thus  early  proved  successful,  notwith- 
standing the  hehvy  rains  and  high  waters  of  the  few 
weeks  past. 

This  is  an  event  fraught  with  interest  to  Zanes- 
ville. It  is  the  completion  of  her  oitlet  by  railroad 
west,  a  progressive  step  which  is  only  second  to  the 
completion  of  the  road  to  Wheeling,  by  which  we 
shall^be  connected  with  the  east.  There  is  a  good 
day  upon  us,  and  "  a  better  day  is  coming." 

VirKlnla. 

Air  Line  Railroad. — A  bill  is  pending  in  the  Vir- 
ginia Legislaiure  to  incorporate  a  company  with 
this  title.  The  road  is  to  run  from  a  point  at  Cape 
Charley  or  any  other  point  in  the  county  of  North- 
amptotf,  eligible  lor  a  steamboat  ferry,  to  the  city 
of  Norfolk,  to  connect,  at  the  northern  line  of  Ac- 
comack county,  with  any  railroad  which  may  be 
constructed  from  any  point  or  points  north  of  the 
line.  This  railroad  is  designed  to  be  part  of  a  great 
railroad  through  the  Eastern  shores  of  Virginia, 
Maryland,  Delaware,  and  New  Jersey  ;  to  incor- 
porate which  application  has  been  made  to  the 
legislatures  of  those  States.  A  committee  has  al- 
ready been  appointed  in  the  Maryland  House  of 
Delegates  to  report  ih?  necessary  bill. 

Railroad  from  Baltimore  to  8t.  Lionla. 

The-great  straight  line  railroad  from  Baltimore 
through  Cincinnati  to  St.  Louis,  says  the  Baltimore 
Americoji,  is  in  steady  progress  of  construction. 
From  St.  Louis  to  Cincirnati  the  whole  line  is 
under  contract.  Between  Cincinnati  and  Parkers- 
burg  the  middle  division  of  the  Cincinnati,  Hills- 
borough and  Parkersburg  railroail  will  be  let  to 
contracto|-s  on  the  1st  of  February  ensuing.  This 
division,  extending  from  Hillsborough,  Highland 
county,  Oliio,  to  the  coal  and  ircu  mines  of  that 
state,  in  Jackson  county,  is  about  56  miles  in 
length.  The  western  divir.ion  of  this  railway,  ex- 
tendiDg  from  Cincinnati  to  Hillsborough,  60  mile* 
east  of  the  former  place,  has  been  for  some  time  in 
operation,  and  is  doing,  we  are  informed,  a  heavy 
Ivjcal  business  in  agricultural  products.  The  Bal- 
timore pftltion  of  the  chaiu,  extending  from  Three 
Forks  to  Paikersburg,  will  be  pushed  forward  with 
due  energy. 


Mlasourl. 

Lexington  and  Daviess  County  Railroad. — At  a 
recent  m*-eting  of  the  stockholders  of  this  company 
Wm.  H.  Russell  and  R.  C.  Ewing,  of  Lexington; 
B.  F,  Smith,  of  Millville,  Thos.  A.  King,  of  Kdox- 
viile;  C.  A.  Watkins,  of  Ray  country  ;  Geo.  W, 
Dunn,  B.  J,  Brown,  J.  P.  Brown,  J.  P,  Quesenbe- 
ry,  and  W.  M.  Jacobs,  of  Richmond,  were  elected 
as  directors  of  the  company  until  the  first  Monday 
in  March  next. 

The  board  of  directors  afterwards  elected  R,  C. 
Ewing.  of  Lexington,  president,  and  H.  J.  Comer, 
of  Richmond,  secretary  and  treasurer. 

We  learn  from  the  Richmond  Herald  that  the 
stock  then  subscribed  amouated  to  about  two  hun- 
dred thousand  dollars,  and  the  city  authorities  of 
Lexington  were  taking  steps  for  a  corporate  sub-  . 
scription  of  fifty  thousand  more.  The  looks  in  Da« 
viess  and  Caldwell  counties  had  not  been  beard 
irom. — It  is  supposed  that  a  survey  will  be  com- 
menced early  in  the  spring. — St.  Louis  Intelligen- 
cer. 


Ohio. 

Cleveland,  Zanesville  and  Cincinnati  Road. — 
The  board  of  directors  ol  the  Akron  Branch  road, 
have  made  application  to  the  c»;urt,  as  provided  by 
a  general  law,  lor  privilege  to  change  the  corporate 
name  s.  ft  he  road,  ana  it  will  hereafter  be  known 
as  the  Cleveland,  Zanesville  and  Cincinnati  road. 
The  annual  meeting  ot  the  stockholders  was  recent- 
ly held  at ,  Akron.  Messrs.  Perkins,  McMillen, 
Henry,  Miller,  Day,  Butler,  and  Gary,  were  re-el- 
ected directors.  The  directors  unanimously  re-e- 
lected Col.  Perkins,  president ;  Prof.  Day,  secreta- 
ry; and  J.  W.  McMillen,  treasurer.  The  Akron 
Beacon  .says  the  reports  of  Mr.  Grant,  the  chief  en- 
gineer, a^tl  the  other  officers,  presented  an  encour- 
aging state  of  facts  as  regards  the  p.ist  operations 
and  future  prospects  of  the  road,  and  speak  well  lor 
the  prudence  and  efficiency  of  the  officers  and  di- 
rectors of  the  company. 


H*«r  T»rk* 

Hudson  River  Railroad.— Hon.  Nelson  J.  Beech, 
who  has  for  some  weeks  past  been  acting  in  the 
service  of  the  Hudson  River  railroad  company,  has 
been  elected  vice  president  of  the  company,  and 
will  be  charged  with  the  duties  of  acting  president, 
Mr.  Morgan,  the  presiuent,  not  desiring  to  devot* 
his  time  to  the  business.  1 


Cincinnati  and  Chicago    Railroad* 

The  Cincinnati  Gazette  states  that  John  Wood, 
president  of  the  Hamilton  and  Dayton '•ailway,  has 
secured  an  exclusive  connexion  and  joint  interest 
with  the  Richmond  and  Miami,  and  New  Castle 
and  Richmond  railways.  He  has  also  contracted 
with  the  Cincinnati,  Hamilton  and  Dayton  railway 
lor  running  the  road  jointly  for  five  years,  from 
Cincinnati  to  Richmond,  the  expense  to  be  divided 
between  them  according  to  the  respective  lengths 
of  the  two  roads.  The  contract  with  the  Richmond 
and  Miami  and  the  Newcastle  and  Richmond 
roads  consolidates  them  with  the  tlamilton  and 
Eaton  road,  and  secures  a  single  gauge  from  Ham- 
ilton to  Logansport.  When  the  road  is  completed 
to  this  latter  place,  a  second  track  of  the  sams 
gauge  is  to  be  laid  by  the  Cincinnati,  Hamilton 
and  Dayton  road  from  Hamilton  to  Cincinnati. 
This  arrangement  looks  to  a  single  continuous  line 
to  Chicago  of  the  different  roads— a  distance  of  299 
miles— combined  together  as  a  common  interest. 

Railroad  Blatters  In  Ohio. 

Dayton  and  Michigan  Railroad. — The  line  north 
of  Troy  to  Toledo,  on  the  Dayton  and  Michigan 
road,  has  been  all  let  to  Toledo,  including  the 
Equipment,  Station  Houses,  etc.  Mr.  Doolittle,  the 
efficient  contractor  on  the  line  has  the  whole  con- 
tract, but  the  terms  have  not  yet  transpired. 

Springfield  and  Mount  Vernon  Railroad. — The 
Delawara  Gazette  states  that  the  Springfield  and 
Mount  Vernon  Company  have  recently  sold  8500,- 
000  of  their  bonds,  at  the  East,  on  advantageous 
terms,  and  that  the  Little  Miami  company  has 
taken  8200,000  of  their  stock,  and  agreed  to  run 
tha  road,  for  a  term  of  years,  in  connection  with 
their  road. 

Hillsboro^  Railroad. — The  Jackson  county  Stand- 
ard informs  us  that  the  subscriptions  in  that  county, 
approach  very  near  the  whole  amount  allotted  to 
them,  of  the  capital  stock  of  the  Hillsboro'  and 
Parkersburgh  railway. 

Xenia,  Ijebanon  and-  Cincinnati  Railroad. — The 
Lebanon  Star  says  the  subscriptions  on  the 
"  straight  line  "  road,  from  Xenia,  by  Lebanon  to 
this  city,  with  "an  arm.to  Springfield,"  are  "mornt- 
ing  up,"  and  that  the  road  will  be  made  in  two 
years. 
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AMERICAU    RAILROAD    JOURHAJL* 


Steabenvllle  anU  Indiana   Railroad. 

A  corps  of  engineers,  under  charge  of  A.  Frazer, 
Esq.,  principal  assistant  engineer  of  the  Steuben- 
ville  and  Indiana  railroad,  have  taken  the  field  for 
the  purpose  of  reconnoitering  the  countrir,  and  mak- 
ing a  final  location  of  the  line  between  Newark  and 
Columbus,  a  distance  of  about  35  miles. 

This  is  the  last  portioa  ol  the  main  line  of  the 
Steubenville  and  Indiana  railroad  to  be  located,  the 
remainder  of  the  line  from  Steubenville  to  Newark, 
a  distance  of  about  one  hundred  and  fourteen  miles, 
being  all  under  contract,  and  ihe  work  rapidly  pro- 
gressing in  the  hands  of  efficient  contractors. 

The  country  which  may  be  traversed  between 
Newark  and  Columbus,  is  populous,  and  rich  in 
agricultural  and  monied  wealth— a  region,  the  way 
trade  of  which  alone,  would  well  justify  the  con- 
struction of  a  railroad. 

The  building  ol  this  division  of  the  Steubenville 
and  Indiana  railroad,  will  complete  the  through 
line  ol  uniform  gauge  from  the  Atlantic  to  the  Mis-^ 
sissippi.  This  great  through  line,  of  which  the 
Steubenville  and  Indiana  railroad  is  an  important 
link,  in  an  engineering  point  of  view,  as  to  align- 
ment, distance,  etc.,  will  have  no  successful  com- 
petitor; while  in  a  commercial  and  financial  point 
of  view,  the  simple  fact  of  its  passing  through  the 
central  portion  of  the  States  of  Pennsylvania,  Ohio, 
Indiana  and  Illinois,  is  a  sure  guarantee  of  its  be- 
ing one  ol  the  most  profitable  railroads  in  the  coun- 
try. 


Pease  &  Murphy, 
FUL.TON    IRON     WORKS, 

FOOT  of  Cherry  st.,  E.  R.    Office,  27  Corlears, 
corner  of  Cherry  st.    Manufacturers  of  Land 
and  Marine  Engines. 
N.  B.— Engines  and  Boilers  repaired.  6tf 


Wm.  Swinlburne, 

LOCOMOTIVE  ENGINE  BUILDER,  Paterson, 
N.  J  ,  is  prepared  to  eiecute  orders  for  Freight 
and  Passenger  Engines;  also, Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  tbe  modern  improvements,  etc.  6tf 


Toledo,  Norwalk  and  Cleve- 
land Railroad. 

OPEN  through,  completing  the  last  link  in  the  cham 
of  Railroads  between  New  York  and  Boston  and 
Chicago. 


m 


On  and  after  Monday,  January  24, 
18)3,  Passenger  Trains  will  run 


daily  (Sundays  excepted)  as  follows  : 

Leave  Toledo  at  7  A.  M. 

Leave  Cleveland  at  1-30  P.  M. 
Connecting  with  Clevclan  I,  Columbus  and  Cincin- 
nati Railroad  at  Grafton,  with  Sandusky  and  Alans- 
field  Railroad  at  Monroeville,  Mad  River  and  Lake 
Erie  Road  at  Bellevue,  and  with  Michigan  Southern 
Road  at  Toledo. 

Early  in  February  two  trains  will  be  run,  connect- 
ing directly  with  trains  from  West  at  Toledo,  and  at 
Cleveland  with  those  from  East. 


E.  B.  PHILLIPS,  Sup't, 
Norwalk,  O  ,  Jan.  22,  1853! 


Office  T^  N^  &  C.  R.  R.,  t 


Brass  Tubes  for  Locomotive  & 
Marine  Boilers. 

THE  undersigned,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  Messrs. 
Allen,  Everett  &  Son,  ol  Birmingham,  is  prepared  to 
take  orders  for  Brass  Tubes  of  all  diameters  for  Ma- 
rine and  Locomotive  Engines,  which  will  be  supplied 
on  the  most  favorable  terms,  and  from  iho  established 
reputation  of  the  above  Firm  <or  superior  quality  and 
workmanship,  he  has  no  doubt  entire  satistaction  will 
bo  given.  These  Tubes  are  found  to  answer  well,  and 
are  now  in  most  general  use  in  England,  they  last 
much  longer  than  iron,  and  when  worn  out,  realize 
fully  half  the  amount  lor  old  metal.  For  further  par- 
ticulars and  inspection  of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
Jan.  27,1863.  90  Beaver  St. 


Andrew  Mount,  Auctioneer. 

SALE    OF     BONDS. 

WILMERDINGS  &  MOUNT,  Acctionbebs. 

EIGHT  HUNDRED  THOUSAND  DOL- 
LARS SEVEN  PER  CENT.  CONVERTI- 
BLE MORTGAGE  BONDS  ol  the  CATAVVIS- 
SA,  WILLIAMSPORT&ERIE  RAlLROADCo. 
—The  undersigned  are  authorist^d  by  this  Com- 
pany to  offer  at  auction  $600,000  of  their  7  per  ct. 
Bonds,  secured  by  a  first  and  only  mortgage  on  their 
Road,  to  cost  i3,400,000,  and  converti^ble  iuio  the 
stock  of  the  Co.  at  any  time  before  lf-57. 

These  Bonds  are  in  suras  of  SI, 000  eaoh  ;  inter- 
est payable  semi-annually,  at  the  Bank  uf  North 
America,  in  New  York,  and  the  principal  redeem- 
able at  the  same  place  in  1867.  They  are  secured 
by  mortgage  made  to  Isaac  Seymour  and  El  ias  Fas- 
sett,  as  Trustees  for  the  Bondholders. 

The  Catawissa,  Williamsport  and  Erie  road  ex- 
tends Irom  what  is  called  the  baSe  of  the  Broad 
Mountain,  where  ft  connects  with  the  Little  Schuyl- 
kill to  Williamsport,  a  distance  of  80  miles,  with  a 
branch  from  Tamanend,  near  the  Little  Schuylkill 
connection,  to  the  Beaver  Meadow  Jlailroad,  a  dis- 
tance of  13  miles,  with  the  right  to  construct  bran- 
ches to  coal  mines  on  either '•ide  of  the  line,  not  ex- 
ceeding 5  miles  in  length. 

The  portion  of  the  line  from  Tamanend  to  Cata- 
wissa, 35  miles,  is  graded  lor  a  double  track,  also 
the  branch  of  thirteen  miles  to  Beaver  Meadows. 
To  lay  down  the  track  and  furnish  the  graded  road 

is  estimated  to  cost $600,000 

To  construct  from  Tamanend  to  the  con- 
nection with  the  Little  Schuylkill 400,000 

The  extension  from  Catawissa  to  Wil- 
liamsport     1,000,001) 

Total 52,000,000 

To  produce  this  sum  the  company  have  issued 
$1,000,000  in  bonds,  secured  by  a  morl_'fge,  with 
the  right  to  issue  §500,000  more,  under  tiie  same 
mortgage,  after  the  road  is  in  operation  to  Catawis- 
sa. 

This  gives : 
To  lay  the  track,  etc.,  on  the  graded  road.SGOO  000 

To  connect  with  the  Little  Schuylkill 400,000 

And  leaves  $500,000  applicable  to  the  extension  to 
Williamsport.  f\<r  this  sum,  with  the  balance  in 
stock  of  the  Company,  they  have  oflcrs  from  res- 
ponsible contractors  to  grade  and  do  all  the  work, 
and  furnish  all  the  materials. 
The  whole  co'st  of  the  road  will  stand  thus : 

Present  stock' $1,400,000 

Bonds 1,500,000 

Stock  to  complete  to  Williamsport 500,000 

Total 53,400,000 

Deduct  Irora  this  the  value  of  the  coal 
lands  of  the  company 100,000 

Total $3,300,000 

Or  for  whole  distance,  93  miles,  $35,483  per  mile. 

At  Williamsport  this  road  has  two  very  valuable 
connections,  one  with  the  Williamsport  and  Elrrn- 
ra  road,  now  under  contract,  uniting  it  with  the  N. 
York  and  Erie  road,  and  all  its  chain  of  Northern 
and  Western  connections,  and  the  other  with  the 
Suubury  and  Erie  road,  making  it  an  important 
link  in  a  new  and  shortest  great  trunk  line  between 
the  west  and  tidew-tter. 

The  arrangements  are  now  all  complete  for  open- 
ing this  entire  new  line  of  communication  trom 
Erie  on  the  lake  to  New  York,  Philadelphia,  and 
Baltimore,  to-wit,  the  Sunbury  and  Erie,  from  the 
lake  to  Williamsport,  the  Cattawissa,  Williams- 
port and  Erie,  from  Williamsport  to  Tamaqua; 
the  Little  Schuylkill  to  Port  Clinton;  and  the  Read- 
ing and  Philadelphia,  to  Philadelphia.  Or  from 
Tamaqua,  the  Lehigh  Valley  Road,  to  Easton, 
thence  oier  the  New-Jersey  Central  to  New- York. 
The  only  roads  remaining  to  be  completed  to  con- 
summate these  conneci'ons  are,  the  Catawissa, 
Williamsport  and  Erie,  and  the  Sunbury  and  Erie, 
both  of  which  are  in  part  under  contract,  and  the 
parts  not  yet  let  only  wait  the  settlement  of  some 
questions  as  to  choice  of  route,  to  be  placed  under 
contract. 

By  this  proposed  line  of  Roads  the  distance  be- 
tween Cleveland  and  New- York  is  95  miles  less 
than  by  Buffalo  and  Albany,  70  miles  less  than  b> 


Ihi 


ha\e 


gU 


the  Etie  Road,  and  53  miles  less 
land  and   Pittsburgh    and   Penn 
Line,  while  the  grades  compare 

•While  the  projectors  claim  (or 
vantages  of  through  traffic,  they 
local   Iri'ight   business  it  will 
the  country.     It  passes  through 
country,  at  present  without   rail 
l)oard.     This  region  is  eiceedin  _ 
tural  and  mineral  priniucts,  ?.nd  t 
the  very  heart  of  vast  deposits  of 
and  anthracite  coal,  and   ol  ine 
iron  ore.  the  tonnage  of  which  wi 
of  any  agricultural  district,  ho 

Looking  upon   the   map  it  wi 
average  distance  between  the  Bu 
and  the  New-York  and  Erie,  is  a 
tween  the  Pennsylvania  CentR 
ana  Ohio,   about  the   same  ;  whi 
between  the  New- York  and  Erie 
nia  Central,  of  about  1.50  miles 
line  occupies  about  the  center  of- 
when  this  line  is  completed,  there 
thoroughfares  from  the  Atlantic 
nearly  parallel  lines,  with  a  space 
about  70  miles,  a  distance  quite 
an  ample  local  business,  white  t 
titors  lor  the  through  business 

It  is  believed   tbat  the 
with  Elmira  by  the  Williamsport 
road  will  a.id    very    largely  to  it.* 
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is  road  these  ad- 

so  claim  that  for 

no  superior  in 
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e  road  penetratesi 

both  bituminous 

ijhaustible  beds  of 
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r  fertile.  i 
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route  from  Niagara  Falls  to  Ph 
414  miles,  whereas  by  Albany  and 
558,  saving  144  miles  ot  travel  by  ih 
Elmira,  by  the  New- York  and  Etie 
distance  to  New- York  is  274  mil 
distance  to  Philadelphia.  90  rniles, 
Elmira  to  Philadelphia,  whereas, 
will  be  but  253,  saving  109  miles, 
mira  19  miles  nearer   Philadelph 
tl<an  via  New-York,  by  the  Ne\t 
When  it  is   borne  in  mind  that 
pleasure  travel  duiing  the   war 
South  to  North,'  that  the  interchh 
between  a  warmer  and  colder  clint  a 
be  great,  the  importance  ot  this 
can  hardly  be  overrated. 

The  Bonds  will  be  sold  on 
16th  day  ot  Februarv.  at  the  Me 
at    I2j  o'clock   P.    M.,   by    WI 
MOUNT. 

Twenty  per  cent,  ol  the  pure 
required  upon   the  day  of  sale, 
monthly   installments  of  ten  per 
chasers,  however,   will  have  the 
in  full. 

Exhibits  containing  full  partic 
tion  and  prospects  of  the  road,  w 
had  at  the  Agent's  Office. 

WM.  D.  LEWIS,  President  C, 

GILBERT,  COE  &  JOHNSOK 
Corner  Exchange-place  aqd 

New-YorK,  Jan.  28,  1653. 
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of  this  road 
andEimira  Rail- 
traffic.     By  this 
iladclphia  is  but 
New-York  it  isj 
ns  route.    From; 
Railroad,  the, 
,  add  to  this  the! 
makes  364  fromi 
by  this  roure,  it' 
and  bringing  El-; 
a,   by  this  route, 
-York  and  Erie, 
e  whole  tide  of 
season  is  from 
nge  ot  products 
te  must  always 
communicatioa' 


WRDNESDAY,  the) 

an's' Exchange,' 
liMERDlNGS  & 


money  will  be  I 
he  remainder  iaj 
cent.  The  pur- 1 
option  of  paying'"  - 

t  lars  of  the  condi- 
th  a  map,  can  be. 

W.andE.  R.  R. 
Agents, 
William-st. 


To  ContractQrs. 

SEALED  Proposals  will  be  received  at  the  office 
of  the  Maysville  and  Big  Sam  v  Railroad  Com- 
pany, in  the  city  of  Maysville,  Kentucky,  until 
Saturday,  April  2nd,  1843,  at  sundown,  for  Grada- 
ation  and  Masonry  of  Fifty-one  qiiles  of  the  road, 
between  Maysville  and  Springvill* ,  (opposite  Ports- 
mouth, Ohio.)  Plans,  Profiles  and  Specifications 
will  be  ready  lor  inspection  for  two  weeks  before 
the  day  of  letting. 

The  line  from  Springville  to  tlie  mouth  of  Big 
Sandy  river  will  be  put  under  contract  as  soon  a« 
this  company  receive  reliable  asteurance  ot  lieing 
met  at  that  point  by  the  Virginia  Central  Railroad. 
Bv  order  of  the  Board  ofiDirectors, 
THOMAS  B.  STEVENSON,  President. 
CHAS.   B.   CHILDE,    C^ief  Engineer. 
James  A.  Lek.  SecreUiry.  | 

January  20, 1853.  I 

Krnpp^s   Prussian  ~^ 

CAST    STJ^SL    AXLES. 

THESE  Axles  have  never   been  known  to  bresk. 
How  many  more  victims  are  lb  be  sacrificed  be> 
fore  their  use  becomes  universal  ? 
I  THOS.  PROSSER  A  SON, 

I       6tf  Sole  Agents,  28  Piatt  st.,  New  York. 
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llAILItOAD   CONTttACTS. 


THE  MUBILb:  AND  OtJlO   RAILROAD  CO. 

HEREBY  OFFER  FOR  CONTRACT  THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OF  (>7  miles  more  of  their  road  in  IVorth  Missis- 
sippi, extending  Irom  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  State  Line,  and 
passing  through  Itawamba  and  Tishaoxingo  Coun- 
ties. 

Also,  118J  miles  more  of  said  road  in  the  western 
District  of  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nessee  on  and  after  the  l.st  of  March,  awd  in  Missis- 
sippi on  and  alter  '25th  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  receivfd  under  seal,  and  contracts 
made  at  the  following  times  and  places,  to  wit: 

March  10th  to  I9th  inclusive,  at  Trenton,  for  Line 
through  Abion  and  Gibson  Counties. 

March  20th  to  30ih.  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and  McNai- 
,     ry  counties. 

April  5:h  to  5ih,  incln^ive,  at  Carrolville,  Tisha- 
niingo  county.  Miss.,  for  line  through  Ita- 
wamba and  Tishaiuingo  counties. 

Profiles  can  be  seen,  and  other  inldrmatioa  ob- 
tained, as  follows:— After  1st  of  March: 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  JackMin,  of  Mr.  Stevens,  Engineer. 
And  after  '25th  March, 

At  Carrolville,  of  the  Resident  Engineer. 

Some  portions  of  the  lb5j  miles  now  offered  for 
contracts,  aro  heavy  cuttings  atul  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad 
ings  being,  mcsily  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  1'2  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  3y  miles  more  and  the  last  oflht- 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  teiaperate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 

New  York.  January  28,  1853. 


The  American  Kailroad  Chair 
Maiiufactnrin^  Co. 

IN  POUGHKEKl^Slh>,  N.  Y., 


PATENT 
Liocomotive    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 

THIS  Machine  enablesthe  Cylinders  to  be  rrborec! 
without  moving  them  from  their  placrs,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &  Lowell, 
Fall  Kiver,  Vt    Vallev,  Vt.  and  Mass,  Old  Cfi.)ny, 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wrought  Iron  Chair,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lipsoi  the 
chair  being  set,  by  means  of  a  sledge  or  hammer, 
close  and  firmly  to  the  flange  of  the  rail. 

The  less  thick  ness  of  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  tht 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  tht 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
belo'W  that  ot  Cast  Iron  Chairs. 

Our  Chairs  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinerv,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buffalo  and  Rochester,      Tioga,  " 

Mor'hern,  Norwich  and  Worcester, 

Montrtal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  anc 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panamn,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 

Japuary  1,  1853. 


To  Contractors. 

HENDERSON  AND  NASHVILLE  R.  R. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  aud  Nashville  Railroad  Company, 
at  Henderson,  Ky.,  will  be  received  and  are  invit- 
ed until  the  1st  day  of  April,  1853,  for  the  construc- 
tion of  that  part  of  said  road  i  unning  from  the  town 
ot   Henderson,  by  the  way  ot   Madisonville  and 


New  York  and  New  Hiven.  Providence,  Hartford  (  Hopkinsvilie,  to  Trenton,  Todd  county,  Ky.,  in  all 

and  Fishkill.  Western,  Mass.,  New  Vork  and  Erie,  about  eighty-thrte  miles.    The  bids  may  be  made 

Boston  at  d  Worcester,  Connecticut  River.  Worcester  lout  on  either  or  any  of  the  following  basis — 

and  Providence,  Chimplain  and  St.  Lawrence,  Bos-jl.  For  the   grubbing  and   grading,  including  the 

ton  and  Maine  a^d  Hudson  River  Railroads,  who  have!      ditching,  draining,  cuts,  fills,  culverts,  bridges 

the  Machmes  muse.  onr^nJ^o^*® ''^  i       "'^'^   turnouts  complete,  ready  for  the  wooden 

BRIDGLS  &  BRO 1  HER,  Agts  ,        \      superjtruciure,  of  any  one  or  more  seclunn  of  t/u 

bl  Oourtland  St.  r.ew  York,     j      ftoatl.  '   >      r  / 

January  20,  1853. 2.  The  same  with  the  addition  of  the  wooden  su- 

Orders   Forwarded  for   Kail- ,  iir''''""'^'"'"^'!^^ '.''^ '^^^V"""!'"- 

IYau^    Ivtf^ai     A«<*  •*•  T"^  ^^""^  '"^^'^  '"^  "°°  '■^''S'  chairs,  etc.,  ready 

T„„      ,  .ifcoau  .yOll,   CIC.  fo^  the  rolling  stock,  including  broken  stone  or 

HE  undersigned  will  receive  and  forward  orders        <Travel  ballas'iog 
for  the  purchase  m-  Railroad  Iron,  and  Metals  14.  'Ihe  same  with  the  depots,  wood  and  water  Sta- 
genera  ly,  through  the  '^'^''j^^f^%^''^^^^^%^'^'^-  i      lions,  Engine  and  Car^houses,  offices,  etc.,  com- 

Jan.  27,  1851.                                      SO  Beav.r'st.     l-    S'!!*  ^"';  "'^' °'"  .     ^         ^        .      . 
« 1 5.  Bids  will  be  received  as  above  for  the  construc- 
tion of  the  entire  Road,  on  the  following  basis — 
viz: 

1.  For  the  grubbing  and  grading,  including  ditch- 
ing, draining,  cuts,  fills,  culverts,  bridges  and 
turnouts  complete,  ready  for  the  wooden  luper- 


3,000  Tons  Kailroad  Iron. 

THE  undersigned  is  prepared  to  contract  on  behalf 
of  the  manufacturers  in  England,  for  the  above 
quantity  of  T  Rails,  to  be  delivered  at  a  port  in  Wales. 
For  terms,  spply  to  JOHrt  H    HICKS, 

Jan.  27, 1863.  90  Beaver  st. 


structure. 


'2.  The  same  with  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chaiis  and  brokea 
stone  01  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  lull  equipments  of  rolling 
stock.o,  depots,  wood  and  water  stations,  Engine 
and  Car  houses  and  shops,  otfices,  etc.,  complete, 
and  the  whole  road  and  its  equipments  perfect 
and  ready  lor  use. 

Complete  drafts,  maps  and  profiles  of  the  Road 
(rom  Henderson,  via:  Madisonville  and  Hopkins, 
ville  to  Trenton,  together  with  plans,  estimates  and 
specifications  ot  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  pait  of  it  at 
the  Henderson  and  Nashville  Railroad  Office,  in, 
Henderson,  Ky.,on  and  alter  the  1st  day  of  March/ 
1853.  Bidders  will  please  give  their  Post  Odice  ad- 
dress in  their  proposals. 

By  a  compact  between  the  Hend*"rson  and  Nash- 
ville Railroad  Co.,  and  the  Edgefield  and  Kentucky 
Railroad  Co.,  their  roads  are  to  be  united  at  the 
Tennessee  and  Kentucky  Stale  line,  and  Ihenfornx 
a  continuous  line  of  Railroad  from  Henderson  on 
ihe  Ohio,  to  EJgeficld,  on  the  Cumberland  river 
immediately  opposite  to  Nashville,  a  distance  of 
only  about  one  kmulred  and  forty  miles.  When  it 
IS  considered  that  at  Nashville,  through  the  Nash- 
tiWe  aud  Chatanooga  Railroad,  this  road  connects 
with  ihe  whole  system  "f  Railroads  and  rivers 
leading  to  Charleston,  Savannah,  and  the  South 
Atlantic  seaboard,  and  from  thence  by  a  Southern 
route  of  Railroads  to  all  the  Eastern  and  Northern 
cities,  and  that  at  Evansville,  Indiana,  only  tea 
miles  of  perpetual  navigation  on  the  Ohio  riverdis- 
lant  from  Ht^nderson,  it  connects  wiih  the  systems 
of  Canals,  Railroads  and  Rivets  which  penetrate 
i*nd  drain  the  valleys  of  the  Mississippi  and  the 
Lakes,  aud  extend  by  a  Northern  route  to  the  East- 
ern aud  North-eastern  cities,  it  cannot  be  doubted 
that  this  is  a  most  important  road.  But  if  it  betak- 
en into  the  account  that  it  presents  much  the  short- 
est, and  owing  to  the  remarkably  favorable  profile 
of  the  country,  for  the  cheapest  route  for  a  railroad 
designed  to  connect  these  Northern  and  Souihera 
Systems,  that  it  penetrates  the  richest  beds  both  of 
oituminous  coal  and  iron  ore  heretofore  valueless 
because  land-locked— that  it  passes  through  an  a- 
gricultural  region  of  great  lertility  and  remarijable 
beauty,  and  opens  in  the  South  Atlantic  States  by 
the  shortest,  speediest,  cheapest  and  best  route,  a 
market  comparatively  new,  for  the  teeming  pro- 
ducts, especially  provisions  cf  the  valley  of  the 
Mississippi  and  the  Lakis,  its  value  and  import- 
ance cannot  be  over-estimated — ^that  it  will  pay  and 
pay  richly,  both  in  dividends  to  the  stockholders 
and  in  indirect  profits  to  those  whose  residence 
gives  them  an  interest  in  the  means  of  transporta- 
tion and  travel  which  it  will  afford  cannot  be  doubt- 
ed. 

Any  further  or  more  detailed  information  asked  . 
either  orally  or  by  letter  will  at  any  lime  be  cheer- 
fully given. 

By  order  of  the  Board  of  Directors  of  the  H.  &  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
Henderson  and  Nashville  R.  R.  Co. 


Wilkinson^s 
EXPLOSIVE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGE!^  &  BKOTHER, 

U  COURTLAND  ST.,  N.  Y. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  to  those  u*ed  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them 
at  any  speed,  will  cnuse  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  name  causr,  there 
will  be  a  bright  flash,  which  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

This  will  be  found  to  be  one  more  preventive  of  col- 
lision. It  is  often  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  he  warned  of  U»  danger  by  a  flag 
or  lantern,  and  in  such  instances  they  are  invaluable. 

They  are  imperv'ous  to  water,  and  will  keep  their 
explosive  property  any  number  of  years  They  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them.  't 

January  20, 1853. 
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A.  N.   CwKAY,  Cleveland,  O., 

KECEIVKR  AVD   FOKWAttDJiH  oi  Kailroaa 
Iron,  Chairs  and  JJpkes 
>»l80,  Cars,  Locomotives,  and  all  kinds  of  Machi- 
nery for  Railroad  pui  poses. 
OflBce  next  door  to  the  Custom  Kouse,  Main  st. 
January  12,  1853 


R.  Groves  &  Sons, 

SHEFFIELD,  ENGLAND, 
MANUFACTURERS  OF 

WARRANTED  Cast  Steel  of  superior  quality  for 
Tools,  Machir.ery  and  Engineering  purposes. 
Single  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description  ;  also,  Cast  Steel 
Files  of  high  reputation,  spec'a  ly  adapted  for  the  use 
of  Machinists,  and  Saws  and  Edge  Tools  of  all  kinds. 

Corporate  mark   rfwCi 

;.^  .      •   CHAS.  COX\GREVE,   ^gent, 

68  Maidenlane,  New  York. 
Stocks  of  the  above  goods  constantly  on  hand. 
January  1^  1853. 


SISCOE    BLAST   FURNACE 
For   Sale. 

THIS  FURNACE,  situated  in  Westport,  Essex 
Co.,  N.  v.,  on  Lake  Cbamplain,  is  capable  of 
producing  3000  tons  Pig  Iron  per  annum.  It  is 
blown  by  a  powerful  steam  engine,  and  another  en- 
gine raises  the  stock,  etc.,  etc.  There  are  eight 
Kilns,  which  can  make  500,000  bushels  Charcoal 
per  annum,  (  onnecting  by  Railroad  with  the  Fur- 
nace, and  nearly  an  acre  of  sheds  for  seasoning 
•wood.  One  large  Brick  Mansion  House,  with  ex- 
cellent Farm,  one  Biick  Cottage,  seventeen  Houses 
for  workmen,  commodious  Blacksmiths'  and  Car- 
penters' Shops,  etc.,  etc.,  and  about  1500  Acres  oi 
Land.  The  Furnace  is  situated  on  a  large  and 
convenient  Dock;  Wood  for  making  Charcoal  can 
be  obtained  cheaply  in  the  neighborhood,  and  An- 
thracite coal  Irom  Rondoutcau  be  delivered  at  low 
rates.  By  the  proposed  Ship  Canal  from  Lake 
Champlain  to  River  St.  Lawrence,  coal  could  also 
be  brought  with  great  lacility  from  Erie.  The  rich 
Magnetic  Ore  ol  Essex  County,  particularly  that 
from  the  famous  Port  Henry  Bed,  can  always  be 
procured  cheaply  and  in  great  abundance.  The 
property  will  be  sold  on  reasonable  terms.  Inquire 
of  Messrs  J.  &  L.  TUCKERMAN,69  Westsireet, 
New  York,  or  of  F.  H.  JACK^SON,  No.  5  Liberty 
Square,  Boston.  Im2 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
and  24  Broadway,  New  York,  Sole  Agent  in 
the  United  States  and  Canadas  for  trie  Lowmoor 
Iron  Co.,  is  prepared  to  receive  orders  for  this  justly 
celebrated  Iron,  and  oOers  for  sale  an  assortment  ol 
the  Round  sizes  which  be  now  hus  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
wi'hoiit  a  rivni. 


Superior  Cast  Iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  CAS  r  IRON  PIPES  required  by  GasB  or 
Water  f^ompanies.  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  <m  reason  tble  terms.  These 
Pipes  are  cast  on  the  moat  improved  principle  by  the 
best  Founders  in  Scotland,  from  a  superior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
be  obtained  on  application  ^o  the  Agent  in  New  Voik. 
WILLIAM  KOY,  Junr.,  ' 
:  -V  ^  '  21  Renfield  St.,  Glasgow, 

Scotland. 
J.  M.  EADIE,  Agent, 


26  Front  st ,  New  York. 


Iy50 


Railroad  Iron. 

QOnn  TONS  Railroad  Ir  n,  weighing  about  59 
/C\J\J\J  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 
"  Crawshay"  manufanure,  now  on  the  way  from  the 
•hipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,  SANPORD  &  CO  , 

No.  51  New  street, 
Ptcember  4, 1852. 


C^lMEON  DRAPER,  No.  46  Piue-st.,  oders  lor 
O  sale,  a  variety  of  RAILROAD  BONDS  ana 
STOCKS;   also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are— 
Ist  Mortgage  Convertible — 

7  per  ci.  bonds  ol  Canandaigua  and  Coming 

R.R.,  payable  in New  York,  ISCA) 

Do.     Buffalo,  Corning  and  New  York  do 186* 

Do.     Western  Vermont  Railroad do. 18(51-71 

Do.    Evansville  and  Illinois do I86\i 

8  do.  Michigan  Central Boston,  HHH) 

Do.     Peoria  and  Oquawka New  York,  186--ii 

1st  Mortgage— 

7  per  ct.  bonds,  Corning  &  Blossburg  do 1871 

Do.     Mansfield  and  Sandusky do 1860 

7  per  ct.  Vermont  Valley do 186(» 

Do.     Trov  and  Bennington Troy,  N.  Y.18(il 

Do.    New  Jersey  Central New  York,  1860-70 

Do.     Dauphin  and  Susq.  Coal  Co.  do 1871 

Do.    Brunswick  Canal  Co do 1857 

Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 
7  per  ct.  bonds  Saratoga  and  Wash.  N.  York,  1862 

Do.    Troy  and  Boston do....  1864 

Do.     Muscogee  Railroad Savannah,  li-6-2 

Do.    Huron  and  Oxlord N.  York,  186iJ 

Also,  Georgia  7  per  ct.  Siaie  stocks, 

interest  payable  semi-annually do....  1872 

City  of  Savannah  7  per  cent,  bonds, 

interest  payable  semi-annually do..  1670-76 

7  per  ct.  bonds  ol  the  Town  of  Huron, 

Erie  county,  Ohio do....l86i 

10  per  ct.  City  of  Keokuk,  Iowa,  Keokuk,  18ti3 

6  per  cent.  City  of  Memphis.. Philadelphia,  1886 
10  per  cent.  City  of  San  Francisco,  San  Fran.  1870 

12  "  "        Benicia,  California,  N.Y.  1855 

13  "  "        Sacramento,  do.    S:icramento 

7  per  cent.  Atlantic  Steamship  Co..N.  York,  1855 
12  per  ecnt.  Imp rovem^nt  Scrip  cf  the 

State  of  Wisconsin  for  improve- 
ment of  Fox  River do 1 862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent.  uividenJ  ana  one  hall  surplus  profit> 
of  this  and  Rutland  and  Wa^h.  II.  R. 

Rutland  and  Whitehall  Stock,  with  guarantee  of 
4  per  ct.  div'd  by  Saratoga  and  Washington  R.  R 
Also,  Stock  ol  the  Cambria  lion  Company. 

Stock  in  the  Western  Vermont  R.  R.  Co, 

Stock  iu  the  Mad  River  R.  R.  Co. 

Stock  iu  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Southern  Bank  ol  Kentucky. 
Stock  in  the  Mechanic's  Bank  of  N.  Y. 
Slock  in  the  East  River  Ireurance  Co. 


The  Cold  Springy  Iron  Works, 

INCORPORATED  IN  1848. 

IN  the  Town  of  Otis,  Coumy  Berkshire,  Massachu 
setts,  manufactures  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  nianufaciure  ol 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON  ol 
all  descriptions.  Particidar  attention  is  paid  to  the 
manutactuie  of  CAR  AXLES,  and  the  ^^'ork8  be ng 
situated  in  a  region  of  WOOD  and  CHAHCOAt^, 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  contident  they  can  furnish  an  article  cqudl, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  Tney  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  sliall  t)c  promptly  atienOed  to  :  and  execut- 
ed on  terms  as  advantageous  at  can  be  had  elsewhere. 

Thev  refer  to — 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 

roacL  Salem.  Mass. 
A.  T.  JPeirce,  Esq.,  Ct  Builder,  Norwich,  Conn. 
£.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Onio. 
W.  W.  Wetherell,  Car  Builder,  "  " 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass 
.  or,  GEO.  W.  PRESCOTT,  Sup't. 

Otis,  Mass. 
November,  12,  1852.  >',      ly 


Railroad  Iron. 

*)r\f\r\  TONS,  weighing  aSout  55  lbs.  per  yard 
/Cyjyjyj  now  on  the  way  from  Great  Britain  to 
New  Orleans,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  &  CO 


December  4, 1852. 


No.  51  New  street. 


The  Cambria  Iron  Company, 

OiiGANi^LD  uuaer  tbe  laws  ol  Peuii»yivama, 
wim  a  capital  of  $1,(00,000,  propose  tinbark- 
iiig  in  the  manufacture  ot  Railioaa  Iron,  at  Johns- 
town, Ptnnsytvauia.  Thd  location  they  have  se- 
cured ofl'ers  advantages  superior,  it  is  conbdenily 
believed,  to  any  othei  in  tnis  country.  Iron  Ores, 
semi-bituminous  Coat,  Lir  let'tone,  and  nearly  eve;y 
article  required  tor  the  manulacture  uf  Iron,  exist, 
in  inexhaustible  quantiiiei,  on  the  spot;  and  these 
deposits  are  now  woiked,  and  the  minerals  deliv- 
ered, cheaper  than  at  any  other  known  point  now 
occupied  tor  the  manuiaclure  of  Iron.  The  Penn- 
sylvania Canal  and  Central  Railroad  pass  through 
the  property,  and  crots  ea  ;h  other  at  the  spot  where 
the  mineral  veins  an-  most  thoroughly  opened  out ; 
and  which  location,  for  it;  other  advantages  for  la- 
cility of  manufacturicg,  a  id  vicinity  to  a  populous 
borough,  has  been  selecie(  lor  the  establishment  of 
Railroad  Iron  Works,  auc  lor  the  erection  ol  other 
Blast  Furnaces,  in  additicD  to  those  now  in  opera- 
lion. 

The  attention  of  capitalists  disnosed  to  embark 
in  an  enterprise  which  offi  rs  a  remunerating  profit, 
even  on  the  low  prices  o;  iron  cuirent  beiore  the 
ri»e  ot  the  last  six  months,  and  "which  promises  to 
be  very  lucrative  while  anything  like  present  rates 
prevail,  and  also  ot  Railioad  Compaoies  desirous 
of  making  arrangements  1  jr  Iron  Rails  to  be  deliv- 
ered in  lb53,  is  called  tot  lis  enterprise. 

Out  of  the  capital  named  above,  the  sum  ot 
S3(>0,000  has  been  devote*  [  lo  the  purchase  ot  about 
30,000  acres  of  land,  upot  which  there  are  six  blast 
turnaces,  which  cost,  including  the  personal  prop- 
erty accompany  them,  S  150,000.  'I'hree  of  these 
I  urn  aces  are  now  in  successlui  operation,  and  by 


next  spring,  with  an  out 


av  of  atjout  56  000,  the 


other  three  can  go  into  tlast;  and  at  the  piesent 
price  of  pig  iron,  these  six  charcoal  furnaceuwould 
realise  a  net  profit  of  sixj  per  cent  on  SI, 000,000 
capital. 

The  company  contcmdlate  erecting  four  more 
blast  turnaces,  for  smelting  with  coke  the  iron  ores 
at  Johnstown,  and  also  works  tor  manulaciuring 
railroad  iron,     "lo  do  this,  they  will  require  sub- 
^^cripiions  in  all  to  the  amount  of  &600,OuO,  and  to 
cany  on  most  profitably  tae  manulacture  and  dis- 
posal ol  rails,  the  whole   :hartered  capital  sinould 
DC   raised.     Subscription    lists,   proviuing  that  no 
subscription  shall  be  binding  unless  bonafitle  sub- 
scribers for  the  amount  ( t  £^600,000  are  obtained 
by  the  1st  January  next,  sud  pamphlets  descriptive 
of  the  advantages  of  the    ocality  and  estimates  of 
costs,  can  be  had  of  the  u  idersigned. 
D.  M.  WILSON,  Newark, 
EDWARD  F.  GHANT,  New  York, 
SAMUEL  H.  JO.S'ES,  Philadelphia, 
JOHN  HARTSHORN,  Boston, 
T.  F.  SECOR,  N;w  York, 
G.  S.  KING,  Johistown, 
P.  SHOENBUGBR,  Pittsburg, 
RHEY,  MATHE  VS  &  CO.,  Pittsburg, 
or  at  the  otfice  ot  the  ProFisional  Committee,  ai 
SIMEON  DkAPER  S,  40  Pine  «t. 
The  subscriber  is  prepared  to  enter  into  conttacu 
to  deliver  RAILROAD  IRON  to   Companies  re- 
quiring  it  in  lb53. SLMEON  DRAPER. 

Iron. 

Tons  FishkillCharcoal  Iron  for  sale  oa 

reasonable  terins,  also  Irom  1000  to  5000 

tons  Fishkill  Hematite  Ore — delivered  at  Pough- 

keepsie  or  New  York.    Samples  of  the  ore  may  be 

seen  at  the  store  of  Messrsi  Hoffman,  Bailey  &,  Co., 

No.  62  Water  st.,  New  Ybik.     Enquire  by  letter  to 

NORMAN  M.  FINLAY, 

Poughkeepsie,  Dutchess  county,  N.  Y. 

July  10,  1851.  ^ 
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A.  Whitney  8l  Son, 

PHILADELPHIA,  PA.,    I 

MANUFACTURERS  af  Chilled  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  fumi'h  Wheela 
tilted  complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  31tf 


Fire  Bricks. 

SCOTCH  Patent— for  sd'e  in  lou  to  suit  purchas- 
ers, by  G.  O.  ROBERTSON, 
135  Water  itrect,  comer  of  Pine, 
November  19, 1852.  N«w  York. 
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AlMUSRICAll    RAILROAD    JOURMAIi; 


Volcano  Q,nartz   Mining^  Co.j 

VOLCANOTILLE,  EL  DORikDO    COUNTY,  | 

California: 

BOOKS  lor  suuscripiion  to  S75,00O  of  the  stock 
ol  this  company  are  now  ojx-n  at  the  ollice  ol 
the  company,  7tt  Broadway,  jN'ew  Yotk. 

The  uncuiumoDly  rich  claims  of  this  company 

hold  out  inducemeuts,  to  those  who  are  disposed  to 

invest  capiiat  in  quanz  raining  in  Caliloruia,  not 

)[     surpassed,  it,  indeed,  e^uo^c^,  by  those  ol  any  other 

company  i<t  that  state. 

Tne  extraoruinary  richness  of  our  quartz,  as  was 
witnessed  by  Iknuiands  at  the  late  Fair  of  Ihe  Am- 
erican InslUule,  and  me  exleul  of  our  claims,  toge- 
ther with  the  peculiarly  favorable  location  lorecon- 
umical  working  upou  a  large  scale,  will  ensure 
the  moil  ample  and  satisfactory  returns  upon  the  in- 
vestment. 

It  IS  well  uadtr^tood  by  practical  men  that,  with 
machinery  working  tweiUy  Ions  ol  quartz,  paying 
tVDo  cents  per  lb.,  large  prohis  will  be  realizeit  upon 
each  day's  woik.  it  is  (he  intention  of  the  compa- 
ny to  obtain  machinery  suliicient  to  work  Ji/ty  tons 
per  day,  and  lo  wurK  it  in  the  most  economical 
maAocr.  hv  which  they  ieel  confident  of  being  able, 
tc  liieir  f.ua  waich  will  yield  Irom  two  ccnis  to 
itenif  K^MfS  10  lae  !^ ,  :o  mtke  returns  to  their 
i  haienoiuers  wnich  will  not  only  satisfy,  but  sur- 

.  It  will  be  seen,  by  reading  the  pamphlet,  con- 
taining the  chartc-' ,  the  laws  of  Calilornia,  and  the 
details  ol  our  plans  of  operation,  that  our  estimates 
are  based  upou  two  cents  per  lb.,  and  the  expenses 
'  ol  working  the  mil!  are  but,  at  present  high  prices 
tor  labor,  while  it  is  well  known  to  all  who  reflect 
upon  the  matter  that,  as  the  cu&t  of  labor  shall  be 
reduced,  the  income  will  be  materially  enhanced. 

It  we  work  40  tons  per  day,  and  yet  twp  cents  per 
lb.,  it  will  yield  Sit),  while  three,  four,  or  Jive  cents 
per  lb.,  would  give  a  proportionate  increase  ot  re- 
ceipts, the  expenses  of  working  the  mill  would  not 
be  increased  a  dollar,  and  will  be  le&t  than  $470  a 
day. 

Subscriptions  can  be  made  by  mail,  enclosing, 
ten  per  cent  on  the  amount,  of  the  balance,  twenty 
per  cent  to  be  paid  on  the  '.JUth  of  Nov.  inst.,  and 
seventy  per  cent  on  the  '29ihday  of  December  next, 
when  certificates  of  stock  will  be  issued. 

Pamphlets,  containing  the  statute  of  California 
in  relation  to  corpoiations,  the  rules  and  regulations 
of  our  locality,  the  charter  and  by  laws  of  the  Co., 
together  with  much  other  interesting  and  useful 
niatiei,  including  a  map  of  a  portion  of  the  north- 
ern mining  regions  may  be  bad  gratis  at  the  office 
jof  the  company.  No.  78  Broadway,  or  by  mail  on 
application,  (postage  paid.) 

'  TROSTEES  OR  DIRECTORS.  \ 

iNICHOLAS  DEAN, 

Robert  m.  s tratton, 
nathaniel  conkling, 

D.  K.  MINOR, 

JOB  S.  HEARN, 

SUMNER  WHITNEY, 

BENJAMIN  C.  DONNELLAN 

JAMES  CLOWDSLEY 

JAMES  ALLEN, 

I  D.  K.  MINOR.'President, 

I  James  Clowdsley,  Vice  Preiident. 

I   N'CHOLAS  Dea.v,  Treasurer. 

Nathaniel  Conklinq,  Secretary.  : 

New  YorK,  Oct.  25,  1852. 

To  Railroad  Co''s,  L<ocomotlve 
Builders  and  engineers. 

THE  undersigned  having  tnken  :he  Agency  of  Ash- 
croft's  Steam  Gauge,  would,  recommend  their 
adoption  by  those  inierested.  They  have  been  exteu- 
aively  u^d  on  '•Kailroads,  Steamers  and  Stationary 
Boi'ers.  where,  from  their  accuracy,  simplicity,  and 
non-liability  to  derangement,  they  have  given  pertect 
aatiafactiun.  In  fact,  for  Locomoiives,  they  are  the 
Aoly  reliable  Gauge  yet  introduced. 
I  CHAS.  W,  COPKLAND, 

rSinsulUng  Engineer,  64  Broadway. 
r.  ?      im» 


To  Contractors. 
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!$200,000 


>  of  New  York. 
*  of  California. 


side 
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l>ndley  B.  Fuller  &.  Co., 
IRON    COiVlMiSSlON    MERCHANTS, 
^        »o.  I3y  GREENWICH  STREET, 
MEW  YORK. 


CLEVELAND  AND  M  \HONL\G  RAIL.ROAD 
LETTING. 

SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  Company,  on  Superior  street, 
Cleveland,  until  the  first  day  ot  March,  1853,  for 
the  Grading,  Masoniy  and  Biidging  of  the  portion 
of  said  road  Irom  Cleveland  to  Warren,  a  distance 
of  53  miles. 

Plans,  Profiles,  and  Specifications,  may  be  seen 
at  the  Company's  Office,  in  Cleveland,  and  the  line 
will  be  ready  lor  inspection  by  Contractors,  2dajf8 
previous  to  the  letting. 

The  line  is  divided  into  sections  of  about  one 
mile  each,  and  bids  will  be  received  for  each  sec- 
tion separately,  or  for  the  whole  line. 

Es|imates  will  be  made  monthly,  and  the  pay- 
ments made  in  cash. 

Further  information  may  be  obtained  on  applica- 
tion to  Jacob  Perkins,  Esq.,  President  ol  the  Com- 
pany, George  C.  Beckham,  E^q..  resident  Engi- 
neer, Cleveland,  or  to  the  undersigned. 

The  remainder  of  the  line  from  Warren  will  be 
let  as  soon  as  the  location  can  be  completed. 

By  order  of  the  Board. 

EDWARD  WARNER,  Chief  Engineer. 


Notice  to  Contractors. 
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Alleghany   Valley  RaUroad  LtUiugs, 

SEALED  Proposals  will  be  received  at  the  Com- 
pany's Office,  in  Fourth  street,  Pittsburg,  until 
the  22:id  day  of  February,  1853,  for  doing  the  Gra- 
ding, Masonry  and  Bridging  on  the  portion  of  said 
road,  between  Pittsburg  and  Kittaning,  Armstrong 
CounQr,  a  distance  of  42  miles.  The  line  will  be 
dividra  Into  Sections  ot  about  one  mile  in  length, 
and  bids  may  be  made  for  one  or  more  or  all  of 
said  sections. 

Plans,  Profiles  and  Specifications  will  be  ready 
for  inspection  on  and  alter  the  fifth  day  of  Februa- 
ry.  • 

Proposals  will  be  received  for  the  Grading,  Ma- 
sonry and  bridging,  and  also  for  the  superstructure, 
and  finishing  said  42  miles,  complete,  (except  fur- 
nishing iron.) 

Bids  will  be  received  and  considered,  for  the  en- 
tire work,  (except  furnishing  iron,)  from  Pittsburg 
tp  the  New  York  State  line. 

Satisfactory  references  will  be  required  from  bid- 
ders not  personally  known  to  the  Company. 

For  further  information,  application  may  be 
made  personally,  or  by  letter,  to  Hon.  William  F. 
Johnston,  President  of  the  Company,  or  to  George 
R.  Eichbaum,  Esq.,  Associate  Engineer,  or  to  the 
subscriber 

W.  MILNOR  ROBERTS,  Chief  Engineer, 

By  order  of  the  Board  ol  Managers. 

Office  of  the  Alleghany  Valley  Railroad  Compa- 
ny, Pittsburg,  December  20th,  1852. 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  tor  Railroad  Cars,  supphed 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and  24  Broadway, 
New  York. 


CAUTION. 

RAILROAD  Companits,  and  the  public  generally, 
are  hereby  cautioned  against  purchasing  Rich- 
ardson's Patent  Oil  Cups,  or  therignt  to  use  the  same, 
e-xcept  of  the  undersigned.  Proprietor  of  the  Patent, 
or  of  some  one  acting  under  his  authority.  Commu- 
nicationa  addressed  to  him  at  Westminster,  Vt.,  will 
be  pr.irnptly  attended  to.  E.  DaWOLF,  Jr. 

Oct.  2,  1852         ly* 


To  Civil  Elngineers  and 
Surveyors. 

A  CIVIL  ENGINEER  and  Surveyor  ol  very 
^reat  experience  in  every  detail  of  loncating 
designing  and  constructing  Public  Works,  especi 
ally  RaUroads,  is  desirous  of  a  situation,  he  ha^ 
been  eng^iged  practically  tor  the  past  sixteen  years, 
and  can  produce  the  most  satisfactory  testimonials. 
Address  D.  F.  ca;r  of  Geo.  Gilchrist. 

I  m-53  43i  iVashingtOQ-st.  N.  Y. 


SEVEN    PER    CENT. 
convertible    bonds    of 

the  NEWCASTLE  and  RICHMOND  RAIL- 
ROAD.— T^e  undersigned  offer  for  sale  TWO 
PIUNDRED  SEVEN  PER  CENT  CONVER- 
TIBLE BONDS  for  81,000  each,  of  the  NEW- 
CASTLE and  RICHMOND  RAILROAD  COM- 
PANY, with  Interest  Coupons  attached,  payable 
semi-annually  at  (he  office  of  the  Ohio  Lile  insu- 
rance and  Trust  Company,  in  New  York.  The 
Bonds  are  payable  at  the  same  place  in  fifteen  years 
and  are  convertible  into  the  stock  of  the  company 
within  five  years. 

These  Bonds  are  secured  by  a  mortgage  execa- 
ted  by  the  Company  to  George  Carlisle,  of  Cin- 
cinnati, and  Joseph  B.  Varnum  of  New  York, 
Trustees  of  the  road  from  Richmond  in  Wayne 
County,  to  New-Castle  in  Henry  County,  includ- 
ing the  superstructure,  iron  rails,  depots,  tolls,  pri- 
vileges and  franchises  of  the  Company.  This 
mortgage  is  the  FIRST  AND  ONLY  LIEN  upon 
this  section  of  the  Road,  which  is  a  part  of  the 
great  Trunk  Railroad  from  Cincinnati  to  Chicago. 

The  New-Castle  and  Richmond  Railroad  extends 
from  Richmond  to  Logansport,  103  miles,  the 
whole  of  which  is  under  contract,  and  about  one 
thousand  hands  are  now  employed  on  the  road. 

The  total  amount  of  stock  subscribed  upon  the 
whol'i  road  is  ii509,400.  The  stock  applicable  to 
the  construction  o!  the  road  from  Richmond  to  New 
Castle  is  $250,900. 

This  railroad  passes  through  the  most  fertile, 
populous  and  highly  improved  part  of  Ohio  and 
Indiana,  and  it  must  become  the  great  route  for 
freight  and  travel  between  Cincinnati  and  Chicago 
and  the  Northwest. 

The  local  business  alone  would  be  sufficient  to 
make  the  road  profitable.  The  counties  of  Indiana 
through  which  it  runs  produce  annually  more  than 
two  millions  of  bushels  of  wheat,  five  millions  of 
bushels  of  corn,  one  hundred  and  fifty  thousand 
hogs,  and  fifteen  thousand  cattle,  a  large  part  of 
which  must  be  transported  to  market  on  this  road. 

The  iron  rails  for  more  than  fifty  miles  ot  the 
road  have  been  purchased.  Ten  miles  of  the  road, 
from  Richmond  to  Washington,  will  be  completes 
and  in  operation  in  November  next,  which  wiL 
make  a  continuous  railroad  of  about  70  miles  from 
Cincinnati,  by  way  of  Hamilton,  Eaton  and  Rich- 
mond. 

The  holders  of  the  bonds  will  have  for  ther  secu- 
rity the  obligations  of  the  company,  with  subscrip- 
tions of  stock  to  the  amount  of  more  than  half  a 
million  ot  dollars,  and  a  mortgage  upon  the  road 
from  Richmond  to  New  Castle,  with  the  iron  rails, 
superstructure,  tolls  and  franchises  of  the  company. 

CARPENTER  &  VERMILYE,44  Wall-st, 
CAMMANN  WHITEHC  USE  &,  Co.  56  Wall-st. 


JStna  Safety  Fuse. 


J 


THIS  superior  article  for  igniting  the  charge  in  wet 
or  dry  blasting,  made  with  DUPONT'S  bestpow 
der,  is  kept  for  sale  at  the  office  and  depot  of      .,:.,■ 
REYNOLiDS  &  BROTHER,  -^' 

X^Sox  Manufacturers,.^  A 

No.  85  Liberty  St. 
NEW  YORK. 
And  in  the  principal  cities  and  towns  in  the  U.  States. 
jpr  The  Premium   of  the  AMERICAN  INSTI- 
TUTE WPS  awarded  to  the  Etna  Sqfety  P\ue  at  th« 
late  Fair  heldi  n  this  city. 

' —  . 

Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON,  K. 

OFPXB8  HIS  SERVICES  PQB  THE  f 

PURCHASE  AND  SALE  OF       ^ 
AMERICAN    SECURITIES,' 

COLLECTION  OF  DIVIDENDS, 
DEBTS,  LEG4C1ES,  ETC.,  , 

And  for  the  Purchase  and  Inspection  of     * 

Railroad  Iron,  Chairs,  or  . 

any  kind  of  Machinery. 

REFERENCES :      ^^  -1-    -;, 

Messrs  Palmer,  McKiilop,  Dent  &  Co.,  London. '' 

"        George  PeaKdv  &  Co,  London. 

"        Curtis,  Bouve  &.  Co,  Boston.  !.  -"^  . 

Richard  Irvin,  Esq.,  New  York.  I. 

Robert  Ralston,  Esq  ,  Philidelphia,  i  .. 

C.  C.  Jamiesoo.  Esq.,  Baltimore.  38  \ 
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Saturday,  February  IS,  1853* 

English  Railways. 

We  gather  the  following  interesting  statistics  in 
reference  to  English  railways  from  the  annual  re- 
view of  their  traffic  returns,  as  compiled  for  Hera- 
path's  (London)  Railway  Journal,  under  date  of 
Jan.  1st  1853.  The  amount  of  capital  expended  in 
all  the  railways  in  the  United  Kingdom  up  to  July 
1842,  was  je52,380, 100;  in  1843,  x57,635,l00;  in 
1844,  i;63,482,UiO;  in  1845,  £71,646,100;  in  1846, 
i«3,165,100;  in  1847,  £109,528,000;  in  1&18,  £148,- 
200,000;  in  1849, £181,000,000;  in  1850,  £219,762,- 
730;  In  1851,  £229,175,235;  and  in  1852,  x'239.- 
467,453. 

The  average  cost  of  the  railways  in  operation 
per  mile  in  1842,  was  £34,690;  in  1843,  £36,360; 
in  1844,  £35,690;  in  1845,  £35,070  ;  in  1846,  £31,. 
860  ;  in  1847,  £31,709;  in  1848,  £34,234;  in  1849, 
£35,214;  in  1850,  £35,229 ;  in  1851,  £35,058;  and 
ia  1852,  £34,630.  It  is  stated  to  be  a  most  unsatis- 
factory feature  that  the  average  cost  per  mile  re- 
mained at  about  the  same  figure  as  in  1842,  not- 
withstanding that  many  comparatively  cheap  lines 
have  been  added  to  the  system  since  that  date.  In 
1842  the  average  cost  per  mile  was  £34,690,  and 
the  receipts  for  traffic  during  that  year  was  £3,113 
per  mile,  while  in  1852  the  average  cost  was  £34,- 
630  per  mile,  and  the  receipts  from  traffic  £2,238 
per  mile,  notwithstanding  that  the  annual  traffic  re- 
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ceipts  increased  from  £4,341,781  in  1842  to  £15,-  they  have  only  a  rcwjote  inlert  5t  in  the  work,  con- 
088,310  in  1652,  being  an  increase  of  traffic  in  the  trive  to  make  the  most  they  ca:  i  out  ot  the  project, 
last  year  of  £10,746,51 9  over  1842.    -  "by  thwarting  its  progress,  by  asking  exorbitant 

The  English  railways  presentsome  marked  con-  ^ums  fur  lands,  right  of  way,  tic,  by  extravagant 
trasts  to  our  own.  The.cost  per  mile  of  our  roads  charges  for  services,  and  by  rarioi's  other  ways 
diminish  rapidly   with  their  progress.      This  is  which  can  be  better  imagined  than  described.    In 


owing  however,  mainly  to  the  fact,  that  roads  are 


built  much  more  cheaply  in  the  southern  and  west-  five  times   the  cost  ol  our  own 


em  States,  which  are  the  principal  theatre  of  their 
construction,  than  in  the  eastern,  from  the  more 
lavorable  character  of  the  country.  The  earnings 
ol  our  roads  to,  increase  in  much  greater  ratio  than 
their  mileage.  Every  new  road  opened  contributes 
directly  to  the  business  of  those  in  operation.  The 
construction  Of  a  railroad  tends  to  develop  the  re- 
sources of  the  country  traversed  to  an  extraordi- 
nary degree,  so  that  the  business  upon  a  line  in- 
creases as  a  general  rule  much  faster  than  the  in- 
creased cost  of  the  road. 

During  the  past  year  2,500  miles  of  new  line 
were  opened  lor  traffic  in  this  country,  the  mileage 
Jan.  1st  1852  being  10,814;  in  1853,13,314;  in 
1851,  it  was  8,856;  1849,6,397;  1848,5,565 miles; 
showing  an  increase  in  five  years  of  7,7E0,  or  1,550 
miles  annually.  Our  estimate  for  mileage  to  be 
opened  the  present  year  is  3,000  miles,  which  is 
probably  below  the  mark. 

Another  striking  point  of  contrast  is  in  the  cost 
of  the   roads  of  the  respective  countries.    In  the 


this  way  the  cost  of  English  railroads  is  swelled  to 


although  we  pay 


twice  as  much  for  iron  and  labo  •,  both  of  which  we 
import  from  Great  Britain,  for  »e  use  none  (with 
a  very  »maU  exception)  but  En  ^lish  iron,  and  none 
but  Irish  laborers  work  upon  o  ir  roads.  With  us 
railroads  are  regarded  in  the  1  ght  of  public  bene- 
factions. When  one  is  projected,  every  man  in  the 
communit}',  to  be  benefitted  is  expected  to  take 
stock,  the  shares  ot  which  UTr  never  put  higher 
than  SIOO.  By  becoming  parti  ?s  to  the  work  every 
citizen  feels  a  direct  interest  in  having  the  road 
economically  built  and  well  mi  naged,  because  the 
amount  he  will  have  to  pay  in  be  shape  of  trans- 
portation depends  upon  the  cost  iind  management  ot 
the  road.  When  a  fa^^mer  liven  500  miles  from  a 
market,  the  addition  of  half  ol  a  cent  per  ton  per 
mile,  may  equal  the  entire  prcfi  of  his  crop.  With 
us,  therefore,  nearly  every  member  in  the  comma- 
nity  has  a  much  more  direct  and  immediate  interest 
in  securing  a  road  that  shall  i  educe  the  cost  of 
transportation  to  the  lowest  pos!  ible  point,  than  in 
what  it  may  yield  as  an  investnu  nt  of  capital ;  con- 


United  States  the  privilege  ol  building  railroads  is:  sequently  we  find  the  public  voice  of  the  whole, 
regarded  as  the  common  right  of  all.  Our  charters  community  to  be  a  constant  che;k  and  corrective 
are  freely  given ;  not  wrung  from  our  Legislature 'upon  the  cupidity  and  bad  management  of  the  di- 
by  laborsome  efforts,  or  as  the  price  of  so  much :  rectors.  The  latter  always,  and 
money.  In  many  of  the  States,  railroads  may  be  frequently  serve  gratuitously, 
constructed  without  applying  to  the  Legislature  at, whose  lands  a  road  runs,  either 
all.  Those  bodies  having  provided  or  their  con- 1  way,  or  are  willing  to  sell  it  at  i  s  minimum  mar- 
struction  by  general  \&^s,  which  authorize  any  [ket  value,  and  at  any  important  station  some  rich 
body  of  men  to  build  roads  when,  and  where,  and ' land-holder  is  usually  found  who  stands  ready  to 
at  what  cost  they  choose.    Under  such  laws,  rail- 1 donate  sufficient  grounds  lor  sue  i  object,  or  to  sell 


the  president  very 

Parlies    through 

give  the  right  of 


road  companies  are  organized  and  all  the  steps 
taken  preliminary  to  the  commencement  of  active 
operations  in  the  field,  without  the  expenditure  or 
loss  of  a  penny.  In  this  country  we  are  obliged  to 
pay  nothing  that  does  not  contribute  directly  to  the 
object  in  view. 

In  England  it  frequently  costs  as  much  to  obtain 
the  right  to  build  a  read  as  the  whole  cost  of  such 
a  work  in  this  country.  This  when  procured  is 
looked  upon  as  conferring  special  privileges  on  the 
holders     The  great  mass  of  the  peop  le  feeling  that 


them  at  a  low  figure,  expecting  to  be  reimbursed 
by  the  advanced  price  ot  othe:  lands,  he  may 
hold.  The  result  is  what  might  i  >e  expected.  We 
build  our  roads  cheaply,  as  a  necessary  condition 
to  their  greatest  uselulness,  ard  manage  them 
cheaply,  for  the  same  reason.  B  it  the  considera4 
tions  that  secure  th»>ir  proper  management  and  coil4 
struction  while  they  redu("e  the  cos :  ot  transporiatioit' 
to  the  lowest  practicable  figure,  at  the  same  time 
secure  a  profitable   return  upon   Lheir  cost  in  the 


shape  of  dividends,  though  this 


is  of  trifling  im'> 


[ 
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portance  compared  with  the  incidental  advantages 
resulting  from  these  works.  , 

In  the  management  of  uur  railroads,  the  English 
might  imitate  us  with  great  advantage.  In  some 
of  the  most  important  particulars,  such  as  railway 
legislation,  no  such  imitation  is  to  be  expected. 
Think  of  Parliament  passing  a  law  authorizing 
John  Doc  and  Richard  Roe  to  build  railroads 
throughout  England,  when  and  where  they  please, 
to  run  through  my  Lord  Peacock's  park,  or  knock 
off  a  corner  of  his  Castle  under  the  simple  pretext 
of  the  public  good !  Such  legislation  as  this  would 
shock  the  conservative  notoins  of  Englishmen  and 
they  are.  therefore,  content  to  abide  the  penalty — 
'which  comes  to  tht  m  in  costly  and  unprofitable 
roads,  and  high  rates  of  fare. 


"S^w  York  Canala. 

REPORT  or  THE  .STATE  ENGINEER. 

We  have  received  the  annual  report  of  the  State 
Engineer  Mr.  McAlpine,  from  which  it  appears 
that  the  cost  of  completing  the  work  now  under  con- 
tract, will  be  S10,4j5,617  56 ;  of  which  sumS9,45l,- 
047  94  is  the  estimated  cost  of  the  enlargement  of 
the  Erie  Canal. 

The  estimated  cost  of  work  not  under  contract  is 
$551,738  55 ;  and  the  amount  required  for  its  com' 
^teiuw  SI  1,007,356  17. 

The  present  condition  of  the  Erie  canal  enlarge- 
ment is  as  follows  :— 


pouble  Single 
locks,    locks. 


Completed  and  in  use. ..  ^ .....  46 

In  use  and  may  be  fully  com- 
pleted in  the  spring  of  1854. .. 

May  be  brought  into  use  in 
spring  of  l8o4 1 

Ib  progress  of  construction,  not 
included  in  the  above 1 

Work  not  commenced 


H 


I 
14 


Miles. 
llS-30 

34-62 

7-71 

5-98 
181-32 


26        347-99 


Total V-4S 

BLACK  RIVER  CANAL. 

Locks.  Miles. 

Completed  and  in  use 94  3077 

May  be  brought  in  use  in  spring  of 

1854 i 15  4  56 

Not  commenced 4340 


Total , 


.109        77-83 


OSWEtjO  CAMAL. 

i         Locks. 

Completed  and  in  use J 5 

May  be  brought  into  use  by  spring  of  1354 11 

In  progress,  not  included  in  above 3 

Not  commenced 3 

Total..... ' 1 ....22 


GENESEE  VALLEY  CANAL. 

Locks. 

Completed  and  in  use i 79 

Under  progress 33 

Commenced  and  abandoned 

Not  commenced 2 


Miles. 

8000 

23  25 

375 

300 


Total..  „ 114        118  00 

The  enlargement  uf  the  canal  being  rendered  ne- 
cessary to  accommodate  its  increased  tonnage,  it 
has  become  a  question  of  much  importance  to  de- 
termine what  expedients  shall  be  resorted  to,  to  in- 
crease the  capacity  of  the  canal,  until  the  entire 
work  ot  enlargement  shall  be  completed. 

A*  the  enlargement  of  the  locks  has  been  comple- 
ted, the  enlarged  boats  can  now  be  used,  and  their 
tonnage  capacity  is  increased  in  proportion  to  the 
increased  depth  of  the  canal.  It  is  estimated  that 
an  expenditure  of  the  sum  oi  S534,000  will  enable 
the  boats  to  increase  the  weight  of  their  cargoes 
from  90  tons,  the  maximum  of  the  past  year,  to  150 


t^s.  Of  this  sum  200,000  would  be  available  to- 
ward the  enlargement.  The  expenditure  of  the 
above  amount  is  recommended. 

A  large  portion  of  the  report  is  devoted  to  the 
consideration  of  the  cost  of  transportation  over  the 
several  routes  from  the  great  interior  basin  '^f  the 
co^,ntry,  to  the  sea  coast,  and  the  probable  intlu- 
ence  that  the  enlargement  of  the  Erie  canal  would 
exert  upon  the  internal  commerce  of  the  country. 
As  this  is  a  subject  of  especial  interest  to  the  pub- 
lic, as  well  as  to  the  people  of  this  State,  we  give 
this  portion  of  the  report  entire. 

The  early  completion  of  this  work  has  been  dis- 
cussed and  advocated  since  1835,  by  nearly  every 
legislature ;  by  the  successive  canal  oflicers ;  by  the 
citizens  of  the  State  generally,  and  especially  by 
those  in  the  western  and  central  portions  of  the  state, 
and  in  New  York  city. 

During  this  long  period,  the  discussion  of  the  pro- 
ject hasoeveloped  nearly  all  of  the  arguments  which 
can  be  adduced  on  the  subject,  and  leaves  at  the 
present  time  but  little  more  to  do  than  to  collate 
them. 

The  extension  and  completion  of  rival  avenues 
of  trade,  and  the  recent  wonderful  development  and 
expansion  of  the  railroad  system,  has  directed  at- 
tention at  the  present  moment  to  the  comparative 
merits  of  the  different  channels  of  trade,  from  the 
northwestern  States  to  the  Atlantic  seaboard. 

The  temporary  suspension  of  the  work  on  the  en- 
largement, renders  this  an  appropriate  time  for  the 
discussion  of  its  importance,  and  the  effect  which 
its  completion  will  have  upon  the  commercial  in- 
terests of  the  State. 

"^  The  geographical  features  of  that  portion  of  the 
United  States  east  of  the  Rocky  Mountains,  are 
characterized  by  the  slopes  which  discharge  their 
waters  into  the  Gulfs  of  Mexico  and  St.  Lawrence, 
and- those  which  drain  into  the  Atlantic  south  ot  the 
latter. 

The  relative  proportions  of  the  areas  of  these 
drainages  are  as  32, 1 1  and  10. 

The  Mississippi  river  and  its  tributaries  drain 
one  half  of  this  entire  area.  Its  northeastern  arm 
stretching  into  our  State  to  within  200  miles  ol  tide 
water,  and  its  northwestern  arm  to  witnin  600  miles 
of  the  Pacific  ocean.  The  length  of  the  Mississip- 
pi and  its  tributaries  is  51,000  miles,  of  whichever 
20,000  miles  is  navigable. 

The  most  important  portion  of  the  northeastern 
drainage,  passes  off  through  the  St.  Lawrence. 

The  dividing  line  of  the  water  shed  into  these 
two  outlets,  is  contiguous  to  the  chain  of  great 
lakes,  and  is  also  near  the  navigable  waters  of  the 
central  and  northeastern  tributaries  of  the  Missis- 
sippi. 

The  Atlantic  slopes  are  drained  by  a  number  of 
rivers,  which  are  of  short  extent,  compared  with 
those  just  mentioned. 

These  natural  arteries,  in  the  early  occupation 
of  the  country,  limited  the  area  of  trade,  directed 
its  flow,  and  indicated  the  position  of  the  commer- 
cial depots  for  the  exchange  ol  its  surplus  produc- 
tions, lor  the  manufactures  and  luxuries  of  an  old- 
er State. 

As  the  population  increased  and  expanded,  vari- 
ous artificial  tributaries  to  these  natural  channels 
weie  constructed  to  meet  the  increased  demands  of 
trade. 

The  aggregation  of  capital  at  the  commercial  de- 
p«()ts,  and  amongst  the  denser  population  near  the 
Atlantic  seaboard,  led  to  the  construction  of  many 
artificial  channels.  These,  in  some  cases,  were 
constructed  to  divert  trade  from  the  lines  of  the  ge- 
ographical arteries. 

The  advantages  of  climate,  population,  and  easy 
access  to  ocean  navigation,  have  given  the  north- 
ern natural  channel  through  the  lakes,  a  preponder- 
ance, in  the  magnitude  ot  its  trade  over  the  south- 
ern channel  through  the  Mississippi  and  its  navi- 
gable tributaries. 

These  advantages,  however  would  have  been  lost, 
if  this  trade  had  been  forced  to  seek  a  communica- 
tion with  the  ocean  as  far  noith  as  the  Gulf  of  St. 
Lawrence,  where  it  would  have  encountered  a  cold 
climate,  and  waters  inaccessible  for  a  considerable 
portion  of  the  year.  ' 

The  topographical  tealures  of  the  State  of  New 


York  afford  the  only  aepression  in  the  great  chain 
of  mountains  running  parallel  with  the  Atlantic 
coast,  which  admits  of  the  construction  ot  an  arti- 
ficial channel  for  an  easy  outlet  to  the  commerce 
of  the  western  chain  of  lakes  and  their  numerous 
natural  and  artificial  tributaries. 

Other  depressions  exist  in  this  range  of  moun- 
tains through  which  avenues  for  the  diversion  of 
this  trade  have  been  projected  or  constructed.  The 
State  of  Pennsylvania  has  opened  a  water  commu- 
nication (with  a  short  break)  from  the  Susquehan- 
na to  the  Ohio,  and  the  Virginia  canal,  when  com- 
pleted, will  open  another  from  the  James  river  also 
to  the  Ohio,  but  these  works  are  compelled  to  sur- 
mount an  elevation  which  adds  largely  to  the  cost 
of  transportation. 

Private  enterprise  is  also  engaged  in  opening 
other  communications  between  the  Atlantic  sea- 
board and  the  great  producing  regions  of  the  north- 
west. 

The  extent  of  the  trade  and  commerce  thus  sought 
to  be  reached  by  these  enterprises,  "  is  a  prize  worth 
the  efforts  of  a  people  and  an  age  to  whose  indus- 
trial enterprise  history  has  furnished  no  parallel." 

This  region  affording  this  trade  embraces  the  six 
Northwestern  States  and  Missouri,  containing  a 
population  of  over  five  millions,  which  doubles 
once  in  twelve  years;  and  which  has  an  annual 
cereal  production  equal  to  three  hundred  millions 
of  bushels.  ' 

The  surplus  prodiiction  of  this  vast  region  now 
seeks  a  market  chiefiy  on  the  Atlantic,  and  must 
pass  through  the  several  channels  ol  trade  already 
spoken  of.* 

These  channels,  stated  in  consecutive  order,  are 
as  follows:  — 

First,  from  Lake  Erie,  by  Lake  Ontario  and  the 
St.  Lawrence  to  Q,uebec. 

By  Lake  Ontario  and  railroads  to  Boston. 

By  Lake  Ontario,  the  St.  Lawrence,  and  the  pro- 
jected canal,  to  Lake  Champlain,  and  thence  to 
Boston  or  New  York. 

By  the  New  York  canals  and  the  Hudson  to  New 
York. 

By  the  New  York  central  and  southern  railroads 
to  New  York. 

Second,  from  the  Ohio  river — 

By  the  Pennsylvania  canals  and  railroads  to  N, 
Y.,  iPhiladelphia  and  Baltimore. 

By  railroad  and  projected  canal  to  Baltimore. 

By  canal  to  Richmond. 

And  third,  by  the  Mississippi  river  and  its  tribu- 
taries to  New  Orleans. 

The  consideration  ol  the  comparative  advantages 
of  these  various  routes  requires  an  examination  into 
the  cost  ot  transportation  on  the  ocean,  lakes,  rivers, 
canals  and  railroads. 

The  elements  of  the  cost  of  transport  in  these 
cases,  consist  ot  loading,  conveying,  discharging, 
warehousing,  insurance,  and  in  artificial  channels 
the  necessary  charges  to  repay  the  cost  of  construc- 
tion and  maintenance. 

The  cost  instead  of  the  charges  should  be  consid- 
ered in  this  comparison,  because  the  latter  fluctu- 
ate on  the  various  routes,  and  on  the  different  arti- 
cles which  are  conveyed,  competition  reducing  them 
to  a  minimum,  and  monopoly  raising  them  to  a 
maximum. 

The  cost  of  loading  and  discharging,  depends 
upon  the  price  of  labor  and  the  facilities  afforded ; 
and  the  cost  of  insurance,  on  the  character  of  the 
navigation. 

The  cost  of  conveying  upon  the  ocean  depends 
on  the  amount  of  the  business  concentrated  at  the 
seaport,  and  the  facilities  lor  reaching  the  open 
sea. 

New  York  and  Boston  possess,  therefore,  advan- 
tages over  the  other  cities  nan:ed. 

The  Hudson  affords  an  example  of  the  best  de- 
scription of  river  navigation,  in  consequence  of  the 
uniformity  of  the  flow  and  the  smoothness  of  its 
waters,  allowing  the  use  of  either  sail  or  steam 
vessels,  and  of  light  hulls,  thereby  increasing  the 
proportion  of  the  weight  of  the  cargo  to  the  whole 
weight  moved. 

The  suspension  of  its  navigation  during  the  win- 
ter increases  the  costof  transportation,  as  the  inter* 

*  In  1851,  the  exports  of  wheat  and  flour  by  the 
Lakes  were  equivalent  to  twelve  millions  ot  bush- 
els. 
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est  and  expenses  must  be  charged  oa  the  business 
done  dunng  two  thirds  ot  the  year. 

The  Mississippi  and  its  larger  branches  haveth- 
adrantage  ol  a  long  route,  and  a  current  of  from 
three  to  six  miles  an  hour  in  the  direction  of  the 
greatest  trade.  The  fluctuations  of  their  waters, 
the  higher  price  of  labor,  the  necessity  of  employ 
ing  steam  vessels  exclusively,  and  the  hazards  ol 
the  navigation  increase  the  cost  of  transportation 
on  these  waters. 

The  cost  of  movement  on  a  canal  depends  upon 
the  relative  sectional  areas  of  the  boat,  and  of  the 
canal,  upon  the  actual  size  of  the  two,  and  upon  the 
elevation  to  be  overcome. 

The  cost  of  transport  by  canals  and  railroads,  is 
increased  by  the  tax  necessary  to  be  levied  to  give 
a  remuneration  for  the  capital  invested,  and  also 
to  pay  the  current  expenses  of  operating  and  main- 
taining the  works. 

The  other  circumstances  constituting  the  expense 
of  these  modes  of  transport,  will  be  treated  ol  in  the 
following  pages. 

Having  thus  stated  the  characteristics  of  the  se- 
veral modes  of  transport,  it  becomes  necessary  to 
ascertain  the  actual  cost  of  each,  for  the  purpose  ot 
making  a  practical  application  ot  the  results  thus 
obtained,  to  the  several  channels  of  trade  from  the 
interior  to  the  sea  coast. 

In  arriving  at  these  general  results  it  will  not  be 
necessary  to  regard  those  fluctuations  of  trade  and 
commerce  tending  to  increase  or  diminish  the  cost 
of  transport,  which  are  of  only  a  temporary  char- 
acter. 

These  rates  of  cost  have  been  arrived  at  with 
great  care,  yet  if  other  persons  should  entertain 
different  opinions  in  regard  th';reto,  or  if  errors 
should  be  lound  in  their  application  to  the  different 
routes,  the  results  herein  stated  cannot  be  so  mate- 
rially changed  as  to  affect  the  general  conclusions. 

It  becomes  necessary  to  ascertain  the  cost  ol 
ocean  transport  for  the  purpose  of  comparing  the 
several  routes,  on  which  articles  for  export  are,  or 
may  be  expected  to  be  carried,  and  for  this  purpose 
the  following  table  is  given,  which  shows  the  dis- 
tances travelled  by  sailing  vessels  and  the  ordinary 
rates  of  charges  irom  the  American  ports  already 
named: — 

Talk  of  the  cost  of  transport  per  ton  per  mile. 

Ocean,  long  voyage 1.5  Mills. 

"      short      " 3to6,        " 

Lakes,  long       " 6,       " 

"      short      " 3to4.        " 

Rivers,  Hudson,  and  of  similar  char- 
acter         2.5      " 

"      St.  Lawrence  and  Mississippi        3.       " 

"      tributaries  of  " 5to  10.        " 

Canals,  Erie  enlargement 4.       " 

"      other  large,  but  shorter 5  to  6.       " 

"      ordinary  size 5,       " 

"  "      withgreatlockage..6  to8,        " 

Railroads  transporting  coal 6to  10.       " 

"        not  for  coal,  favorable  lines 

and  grades 12.5     " 

"  "    steep  grades  etc.l5  to 20.      " 

In  the  appendix  marked  E.,  will  be  found  details 
of  the  cost,  and  also  of  the  charges  for  transporta- 
tion by  the  several  modes  of  conveyance  above 
stated. 

These  tables  show  that  the  cost  per  ton  from  the 
Eastern  end  of  Lake  Erie,  by  the  several  routes,  is 
as  follows : 

1st.  By  the  Canadian  canals  and  the  St.  Law- 
rence to  Quebec $2  58 

•2d.  By  the  Welland  canal,  Lake  Ontario,  the 
Ogdensburg,  Vermont  &.  Massachusetts 
railroads 8  02 

3d.  By  the  Welland  canal,  Lake  Ontario,  St. 
Lawrence,  proposed  Caughnawaga 
canal,  Champlain  lake  and  canal  and  the 
Hudson  to  New  York 3  43 

4th.  By  the  Welland  canal.  Lake  Ontario, 
the  Osw«go  and  Erie  canals  and  the  Hud- 
son to  New  York 2  94 

5ih.  By  the  Erie  canal  and  the  Hudson  river 

to  New  York 3  16 

Cih.  By  the  N.  Y.  Central  railroad  and"  "the 

Hudson 6  19 

7th.  By  the  N.  Y.  Southern  railroad  to  New 

York 8  43 

8ih.  £rie  caaal  enlarged  and  Hudson  river  to 


New  York 2  52 

9th.  Erie  and  Oswego  canals  enlarged  and 

Hudson.! 2  43 

It  appears,  therefore,  that  after  the  Erie  canal  is 
enlarged,  it  will  be  the  cheapest  channel  of  con- 
veyance from  Lake  Erie  to  the  Atlantic  ;  but  there 
is  now  a  difference  in  the  cost  of  transportation  in 
favor  of  the  Canadian  canals  to  Quebec. 

The  cost  per  ton  from  New  York  by  the  Erie 
canal,  Lake  Erie  to  Cleveland,  and  the  Ohio  canal 
to  Beaver,  is  S4  77. 

The  same  from  New  YSrk  to  Cleveland,  and  the 
Ohio  canal  to  Portsmouth  is  S5  97,  or  by  the  way 
of  Beaver  and  Ohio  river,  is  $5  H5. 

The  same  from  New  York  to  Toledo,  and  the 
Ohio  canal  to  Cincinnati,  is  S5  82. 

The  same  from  New  York  to  Toledo,  and  the  In- 
diana canal  to  Evansville,  is  .S6  99. 

The  c  St  from  New  York  by  the  Erie  canal,  and 
the  great  Lakes  to  Chicago,  thence  to  Peru,  and  the 
liliuuis  and  Mississippi  rivers  to  St.  Louis,  is  $7  09 ; 
and  to  Cairo,  is  S'7  t>i. 

The  cost  per  ton  from  the  Capes  of  the  Delaware 
through  the  Delaware  and  Chesapeake,  and  the 
Pennsylvania  canals.  Portage  railroad  and  the  Ohio 
river  to  Beaver,  is  $4  59;  to  Portsmouth,  S5  G7; 
to  Cincinnati,  SS  98 ;  to  Evansville,  $G  96 ;  to  Ca- 
iro, S7  54. 

The  same  from  the  Capes  of  the  Delaware  by 
Philadelphia,  the  Union  canal,  and  to  Beaver,  as 
before,  is  S4  31;  to  Portsmouth,  S5  39;  to  Cin- 
cinnati, S5  70;  to  Evansville,  S6  68:  to  Cairo, 
S7  26. 

The  cost  per  ton  from  the  Capes  of  Virginia  to 
Baltimore,  and  thence  by  the  Baltimore  and  Ohio 
railroad  to  Wheeling,  is"S6  99. 

The  cost  per  ton  from  the  C^pes  of  Virginia  to 
Richmond,  thence  by  the  James  River  canal,  and 
the  Kanawha  and  Ohio  rivers  to  Portsmouth,  is  S4 
11;  Cincinnati,  $4  42;  Evansville,  S5  40;  Cairo, 
«5  98. 

The  cost  per  ton  from  St.  Louis  to  New  Orleans, 
including  the  extra  cost  of  drayage  and  shipment 
at  New  Orleans,  is  S6  89. 

From  the  above  statements  it  will  be  seen  that 
the  Pennsylvania  canals  reach  the  Ohio  river  at 
Beaver  and  Portsmouth,  46  cents  per  ton  cheaper 
than  the  New  York  and  Ohio  canals;  and  that 
they  reach  Cincinnati,  Evansville  and  Cairo,  12 
cents  cheaper. 

The  Virginia  canal,  when  completed,  will  reach 
the  Ohio  rivei  at  Portsmouth,  SI  74  per  ton  cheap- 
er than  the  New  York  and  Ohio  canals;  and  Cin- 
cinnati, Evansville  and  Cairo,  $1  40  cheaper. 

The  dividing  line  of  trade  between  the  Pennsyl- 
vania and  New  York  canals  is  46  miles  north  of 
Beaver  and  Portsmouth,  and  12  miles  north  of  Cin- 
cinnati and  Evansville;  but  when  the  enlargement 
of  the  Erie  canal  is  completed  the  dividing  line  of 
trade  in  accordance  with  the  same  principles  will 
be  extended  to  the  Ohio  for  a  distance  of  30  miles 
up  the  river  from  Beaver  (say  to  Pittsburgh,)  and 
embrace  all  of  the  trade  of  the  Ohio  river  below 
that  point. 

The  dividing  line  of  trade  between  the  Virginia 
and  New  York  canals,  when  the  former,  and  the 
enlargement  of  the  Erie  canal  are  completed,  will 
be  110  miles  north  of  Portsmouth  and  Cincinnati. 

The  dividing  line  of  trade  between  New  Orle- 
ans and  the  New  York  canals  is  now  a  little  above 
the  mouth  of  the  Illinois  river,  but  when  the  Erie 
canal  is  enlarged  it  will  be  extended  to  the  Missis- 
sippi at  least  as  far  down  as  St.  Louis, 

The  completion  of  the  enlargement  of  the  Erie 
canal  will  reduce  the  expense  of  transportation  a- 
bout  seventy-five  cents  per  ton,  which  is  equiva- 
lent to  extending  the  area  of  its  drainage  of  trade 
250  miles  on  a  river  similar  to  the  Ohio;  150  miles 
on  an  ordinary  canal,  fifty  miles  on  a  railroad,  and 
five  to  seven  miles  on  common  roads,  where  these 


t  To  the  cost  of  the  movement  in  each  of  the 
above  cases,  has  been  added  a  price  per  ton,  which 
would  on  a  movement  of  two  millions  of  tons  per 
annum,  pay  the  annual  cost  of  maintenance  and  in- 
terest at  7  per  cent,  on  the  cost  of  the  artificial 
works  through  which  the  several  routes  pass.  In 
the  case  of  the  enlargement  of  the  Erie  canal,  the 
movement  is  taken  at  four  millions  of  tons,  in  con- 
sequence of  its  greater  capacity. 


distances  are  not  met  by  compeiit  g  lines,  and  onC' 


are  so  met. 
drainage  of  the 


half  of  those  distances  when  they 

The  southern  line  of  the  tradel 
New  York  canals  is  about  one  tho  isand  miles  long, 
the  increased  area  of  this  drainag ;  which  would  bie 
caused  by  the  enlargement  would 
half  of  either  of  the  North-western  states,  and  em 
brace  a  belt  of  the  most  productiv ;  lands  in  four  of 
those  states. 

A  reduction  in  the  cost  of  trans  port  through  the 
Erie  canal,  such  as  that  which  wi  11  be  produced  by 
Its  enlargement,  will  also  increa  le  the  amount  of 
trade  now  received  by  permitting  the  exportatioa 
of  many  articles  ol  large  bulk  and  small  value 
which  are  restrained  by  the  present  cost  of  trans-' 
portation. 

The  whole  area  of  the  district  tfce  trade  of  which 
concentrates  at  the  eastern  end  of  lake  Erie,  is  equal 
to  square  miles.  I 

In  the  appendix  marked  G.  will  be  found  tables 
furnishing  the  statistics  of  this  tr  ide  and  other  in- 
teresting details,  which  the  reports  from  the  offices 
of  this  state  do  not  furnish.  These  tables  have  beea 
prepared  from  the  reports  of  the  Canadian  board  of 
Works,  from  Mr.  Andrews'  recen  report  to  the  se- 
cretary of  the  treasury,  and  from  official  and  other 
sources. 

These  tables  show  that  the  sev(  n  norih-westero 
states  and  Canada  West,  contain  a  population  of 
over  six  millions,  an  area  of  ove  '  400,000  square 
miles,  and  that  their  annual  agricultural  and  ani- 
mal products  exceed  15,000,000  to  is. 

The  commerce  of  the  westeri  lakes  alone,  is 
now  valued  at  over  three  hundred  millions  of  dol- 
lars, and  annually  employs  eight  r  thousand  tons 
of  steam  and  one  hundred  and  lor  y  thousand  tons 
of  sail  vessels. 

The  amount  of  floar  and  grain  tt  ansported  on  the 
lakes  in  I>(51,  was  of  flour  two  mi  lions  of  barrels, 
of  wheat  eight  millions  of  bush<  Is ;  corn,  seven 
millions,  and  oats  and  barley,  twoiaillions,  making 
an  aggregate  of  ««4g[^enty-seven  millions  of  bush- 
els of  cereal  produce. 

The  whole  exports  of  the  same  articles  from  the 
United  States  in  1&51,  were  but  eittle  more  thaa 
half  the  above  amount.  The  exp  )rts  of  the  same 
articles  from  the  city  of  New  Y(rk  in  1851  and 
1852  were  about  one-third  of  those  transported  on 
the  lakes: 

The  exports  of  flour  and  wheai  to  and  through 
Buffalo  and  Oswego  in  1850  ana  li  151  were : 

Barrels.  Bushels. 

1850,  Floor 280,116        Wheat 1,160,445 

1851,  "    270,T35  "     ....    771,857 

The  tolls  received  by  the  state  of  New  York  fromT 
Canadian  produce  and  property  ]iassing  through 
the  canals  is  estimated  at  over  $}00,0(M  annual- 
ly- 

The  increase  of  tonnage  in  ISM  over  1850,  is 
more  than  fifty  per  cent,  on  each  o:  these  works. 

The  tonnage  transported  on  the  Welland  canal 
in  1851,  was  about  fifty  per  cent,  more  than  that 
transported  on  the  St.  Lawrence  a  inal.  This  ex- 
cess is  made  up  iu  pan  by  about  lour  millions  of 
bushels  of  wheat,  corn,  and  flour  m  hich  were  prob- 
ably sent  to  Oswego  and  Ogdensbu  rg,  and  by  about 
fifty  thousand  tons  of  iron,  (chiefly  railroad  iron) 
which  was  sent  from  New  York  b]  the  way  of  Os- 
wego. 

The  Canadian  canals  have  ah  eady  diverted  a 
considerable  amount  of  business  fnim  the  canals  of 
(his  state. 

The  Welland  canal  has  turneci  a  large  trade 
from  lake  Erie  into  lake  Ontario  A  portion  of 
this  trade  is  received  again  at  Oswego,  but  a  con- 
siderable amount  has  passed  aown  to  Ogdeosbui^, 
and  below  that  point,  and  has  been  lost  to  our  can- 
als. 

The  Ogdensburg  railroad  has  ca  Tied  97,395 tons 
of  through  freight  eastward,^nd  IS  ,813  tons  west- 
ward the  last  year. 

The  connections  which  this  roadjias  with  nearly 
all  of  the  interior  roads  in  New  England,  makes 
this  a  desirable  route  for  such  artic  es  as  flour,  etc., 
which  are  required  for  consumptioii  in  the  interior 
of  those  states.  This  would  appeal"  from  the  fact 
that  the  imports  into  Boston  in  18ii2  by  railroads 
and  by  water,  show  a  falling  off  of  over  three  mil- 
lions of  bushels  of  flour  and  corn  si  nee  1848. 

The  comparative  cost  of  transpori  ation  by  canals 
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and  railroads,  requires,  perhaps  a  more  extended 
investigation  than  has  been  given  to  it  in  the  pre- 
ceeding  pages,  aud  this  is  the  more  necessary  as 
there  is  an  erroneous  impression  that  railroads  may 
soon  become  important  rivals  to  the  Erie  canal, 
and  eventually  supersede  it  in  the  transportation  ol 
the  most  important  articles  ol'  freight. 

For  the  purpose  of  making  this  comparison,  it  is 
necessary  to  ascertain  in  such  case, 

1.  The  capacity  and  expense  of  construction  and 
maintenance. 

2.  The  proportion  of  the  carifo  to  the  whole 
weight  moved,  and  the  ejcpense  of  the  movement. 

The  original  cost  of  the  Erie  canal  was  $7,143,- 
477,  being  S19,«>79  per  mile. 

The  anuual  expense  of  repairs  lor  the  last  ten 
years  has  averaged  &JS4  '20  per  mile,  and  lor  the 
preceding  ten  years  about  8725  per  mile. 

The  capacity  of  the  Erie  canal,  bslore  it  receiv- 
ed the  advantages  of  the  improvements  by  its  par- 
tial enlargement  was  one  and  a  half  millions  of 
tons  per  annum. 

The  average  weight  of  the  boat  is  30  tons 

The  average  weight  of  down  cargo  is  70     " 

The  capacity  ol  the  largest  class  boats  90    " 

The  proportion  between  the  cargo  and  the  whole 
weight  is  as  one  to  1-43,  and  between  the  capaci- 
ty ot  the  boat  and  the  whole  weight  is  as  one  to 
1-33. 

The  expense  of  running,  towing  and  horse  pow- 
er, is  2j  mills  per  ton  per  mile. 

The  cost  of  the  enlarged  canal  with  double  locks, 
may  be  taken  at  twenty-eight  and  a  hall  millions 
of  dollars,  being  SH0,736  per  mile. 

The  annual  expense  of  repairs  i.s  estimated  at 
S700  per  mile.  j 

The  capacity  will  be  at  least  seven  millions  of 
tons  per  annum. 

The  proportion  between  the  cargo  and  the  whole 
weight  will  be  as  1  to  1.2. 

The  expense  of  running,  towing  and  horse  pow- 
er, will  be  IJ  mills  per  too  per  mUe. 

The  cost,  exclusive  ot  equipment,  etc.,  of  the 
Central  line  of  railroad  from  Buffalo  to  Albany,  is 
fourteen  millions  ol  dollars,  and  adding  the  cost  ol 
completing  a  double  track  would  amount  to  twen- 
ty millions  of  dollars,  or  sixty  thousand  dollars  per 
mile. 

The  annual  expense  of  repairs  of  roadway  for 
the  last  two  years,  has  averaged  six  hundred  dol- 
lars per  mile. 

In  the  report  ot  my  predecessor,  for  1851,  he 
makes  remarks  on  the  capacity  oi  railroads  to  por- 
form  the  business  of  the  Erie  canal. 

His  estimate  would  give  for  a  double  track  rail- 
road from  Buffalo  to  Albany  a  capacity  of  about 
340,000  tons  per  annum. 

The  Reading  railroad  transported  in  1851  two 
mi. lions  of  tons  over  a  double  track.  This  is,  how- 
ever, a  short  road  (92  miles  in  length)  and  three- 
fourihs  of  its  tonnage  was  coal. 

The  regularity  ol  this  description  of  freight,  the 
remarkable  convenience  with  which  it  is  handled 
and  the  favorable  grades,  (being  in  the  direction  of 
the  trade)  causes  this  great  increase  in  the  capa- 
city of  the  road. 

The  capacity  of  a  double  track  railroad  from 
Bufialo  to  Albany,  run  exclusively  for  freight 
would  fall  short  ot  one  and  a  half  million  tons  per 
annum. 

The  proportion  between  the  freight  and  the  whole 
weight  moved  would  be  as  1  to  1.7. 

The  average  expense  of  operating  the  central 
line  of  roads  in  1832,  wasSj  mills  per  ton  per  mile; 
and  of  the  New  York  and  Erie  and  the  Northern 
reads,  was  seven  mills.  Ob  the  Reading  road,  for 
185-' ,  i'  was  four  and  one-fourth  mills  for  transport- 
ing coal. 

The  expense  ol  operating  the  road  may  be  taken- -gases  stated 

at  6  mills  per  ton  per  mile.  '^'-  ' 

An  abstract  of  the  preceding  statements  is  as  fol- 
lows :  _  .    „       .     gniarjej  Jq     r   r 
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Erie  Canal. 

Capacity  for  trans- 
port of  freight, 
tons 1,500,000 

Cost  per  mile  for 
construction,  dol- 
lars       19 

Cost  per  mile  for 
repairs 


,677 


890 


7,000,000     1,500,000 


80,*736 
700 


60,000 
COO 


Cost  per  ton  per 
mile  for  move- 
ment, mills 2} 

Ratio  between  car- 
go    and     whole 

freight 1    to   1.43        1  to  1.2    1  to  1.7 

The  relative  cost  of  a  railroad,  and  its  capacity 
to  pertorm  the  freighting  business  now  done  on  the 
Erie  canal,  can  be  arrived  at  with  considerable  ac- 
curacy, by  comparing  the  business  done  on  the 
New  York  and  Erie  railroad  during  the  past  sea- 
son, with  that  of  the  Erie  canal. 

The  former,  fully  equipped,  and  performing  an 
immense  business,  under  the  advantages  ol  an 
economical  system  of  private  management,  and 
the  latter,  under  the  more  costly  and  less  efficieiil 
direction  of  the  State  government. 
^  The  Erie  railroad  has  done  a  mixed  business  of 
jiassengers  and  freight.  The  movement  of  the  lat- 
ter, is  406,460  tons,  or  96,697,695  tons  moved  one 
mile. 

The  distance  travelled  by  the  freight,  in  propor- 
tion to  the  passenger  trains,  is  as  13  to  10.  It  may, 
therefore,  be  assumed  that,  if  the  business  of  the 
road  had  been  confined  exclusively  to  freight,  ij 
would  have  transported  an  increased  amount,  in 
the  proportion  of  13  to  10;  equal  to  312,661  tons, 
or  a  total  of  719,121  tons. 

'  ^s  the  railroad  is  one-fifth  longer  than  the  Canal, 
this  movement  may  be  increased  to  800,000  tons,  or 
200,000,000  tons  moved  one  mile. 

The  movement  on  the  Erie  canal,  a  little  ex- 
ceeds three  millions  of  tons,  or  five  hundred  and 
fifty  millions  of  tons  moved  one  mile. 

The  proportion  of  business  done  by  the  rail- 
road, is  to  that  done  by  the  Canal,  as  one  to  two 
and  a  half. 

The  present  cost  of  the  road  and  equipments  is 
$27,551,206  73.  The  comparative  cost  of  a  road 
of  the  length  of  the  Erie  canal  would  be  twenty-two 
millions  of  dollars. 

The  present  cost  of  the  Erie  canal,  deducting 
that  portion  of  the  expenditure  for  its  enlargement, 
which  has  not  materially  increased  its  capacity, 
and  adding  for  the  cost  of  the  boats,  horses,  etc.,  to 
equip  it  in  the  same  manner  as  the  railroad,  is  sev- 
enteen millions  of  dollars. 

The  comparative  cost  of  the  railroad  and  canal 
would  then  be  as  100  to  77. 

When  a  double  track  is  completed  on  the  Erie 
railroad,  (allowing  for  its  decrease  in  length,)  its 
capacity  will  be  increased  to  one  and  a  half  mil- 
lions ol  tons,  and  its  cost  to  thirty  millions  of  dol- 
lars. 

Two  such  roa4s  would  be  required  to  perform 
the  business  now  done  on  the  canal,  and  they  would 
increase  the  cost  upon  the  principles  before  stated, 
to  fifty  millions  of  dollars. 

The  proportion  of  the  cost  of  the  canal  to  that 
of  the  railroad,  would  then  be  nearly  as  1  to  3. 

The  capacity  of  the  Erie  canal  when  enlarged, 
w,ill  be  seven  millions  of  tons,  and  its  cost,  includ- 
ing its  equipment  with  boats  and  horses,  forty-six 
iiuUions  of  dollars. 

A  railroad  to  perform  this  business,  would  re- 
quire nine  tracks,  and  would  cost  nearly  one  hun- 
dred and  twenty  milliuns  of  dollars. 
^  It  should  be  remembered  that  the  business  on  the 
canal  is  confined  to  seven  months,  and  the  great 
bulk  of  it  is  done  in  five,  so  that  the  duration  of 
this  buHiness  may  be  taken  at  one  half  oi  the  year, 
while  the  railroad  has  the  whole  year  to  perform  its 
business  in. 

The  other  main  avenue  of  trade  leading  to  both 
werlfs,  are  closed  for  the  same  length  ot  time  as 
th^canal,  consequently  it  would  be  perfectly  fair  in 
making  the  above  comparisons,  to  reduce  the  duty 
ot  the  railroad  at  least  one-third  in  each  of  the 


The  results  above  stated  are,  however,  deemed 
sufficient  to  show  that  the  cost  of  a  railroad  to  per- 
form the  present  or  anticipated  business  of  the 
canal,  would  increase  the  tax  upon  its  trade  to  re- 
pay its  interest  and  maintenance,  so  much  as  to 
turn  it  into  other  channels. 

Also,  the  cost,  and  the  greatest  amount  of  busi- 
ness done  on  the  leading  railroads  in  the  United 
States. 

In  the  preceeding  pages,  the  comparative  value 
ot  railroads  and  canals  for  the  transportation  of 
freight  has  been  dismissed,  and  the  superiority  of 


the  latter  maintained,  yet  it  has  been  no  part  of  my 
object  to  undervalue  the  former. 

The  Canals  of  New  York,  with  one  exception, 
have  been  constructed  by  the  State — the  railroads 
have  been  built  by  incorporated  companies.  The 
object  of  the  State  expenditure  was  to  accommo- 
date trade  and  commerce,  that  of  the  corporations 
to  receive  a  profitable  return  for  their  investments. 

The  former  has  proved  to  be  a  profitable  invest- 
ment, and  the  latter  has  resulted  in  furnishing 
great  facilities  to  the  business  of  the  State — and 
thus  each  in  accomplishing  the  object  proposed  by 
itself,  has  also  accomplished  the  object  aimed  at  by 
the  other.  Both  have  promoted  the  public  good. 
Railroads  and  Canals  have  each  their  appropriate 
functions  to  perform,  and  each  adds  to  the  business 
of  the  other.  The  facility  for  the  cheap  transport 
of  the  vast  business  between  the  East  and  West, 
creates  the  necessity  for  a  rapid  communication 
between  the  owners.  The  Canals  are  appropriate 
for  the  one,  and  the  railroads  for  the  other. 

It  has  been  no  part  of  my  present  object  to  dis- 
cuss the  propriety  of  any  of  the  financial  schemes 
which  have  been  suggested  for  accomplishing  the 
"speedy  enlargement  of  the  Canals."  That  duty 
belongs  to  the  financial  officers  of  the  government. 
I  have  endeavored  to  show  that  the  State  of  New 
York  occupies  a  position  which  enables  her  to 
command  the  trade  of  the  Northwest— that  the  en- 
largement of  the  Erie  canal  is  necessary  to  cheap- 
en transport  and  retain  her  present  advantages,  and 
that  it  will  also  increase  this  trade  to  an  extent  that 
will  remunerate  the  expense  of  its  completion.  Re- 
spectfully submitted,  Wm.  J.  McAlpine, 

State  Engineer  and  Surveyor. 

Brnnsifvick  and  Florida  Railroad. 

SECOND  RKPOKT  OF  THE  PRESIDENT  AND  DIRECTORS  TO 
THE  SHAREHOLDERS,     j 

Since  the  organization  of  the  company,  in  June 
last,  the  directors  have  proceeded,  to  the  best  of  their 
ability,  in  carrying  out  the  objects  contemplated  by 
the  stockholders.  As  mentioned  in  a  former  report 
contracts  have  been  entered  into  with  Messrs.  R. 
Collins  and  E.  Alexander,  by  which  these  gentle- 
men covenant  to  grade  the  whole  main  line  from 
Brunswick,  130  miles,  to  Thomasville  and  the  Al- 
bany branch  ;  to  construct  all  bridges  and  culverts, 
and  in  general  to  to  all  the  earth  work  and  mason- 
ry, lay  the  iron,  and  deliver  up  the  line  in  complete 
order,  early  in  lh54,  for  the  compensation  of  4'13,- 
000  per  mile,  la  pursuance  of  this  contract,  the 
work  has  been  commenced  energetically  at  nume- 
rous points  along  the  line,  and  there  is  now  graded 
ready  for  rails,  a  section  of  10  miles  of  road  from 
Brunswick  westward.  During  this  winter  the  con- 
tractors will  have  20  miles  more  in  readiness,  and 
be  able  to  lay  down  the  iron  in  April,  to  a  point  at 
least  30  miles  Irom  the  seaboard.  The  right  of  way 
for  the  whole  line  has  been  acquired  at  a  very  little 
cos«  to  the  company. 

The  directors  have  contracted  in  England,  under 
lavorable  circumstances,  for  all  the  iron  rails, 
chairs  and  spikes  Lecessary  to  lay  the  track  to 
Thomasville.  It  is  to  be  shipped  in  parcels,  a  cer- 
tain portion  every  month  during  this  year,  and  will 
probably  all  arrive  in  Brunswick  in  a  little  over  12 
months  from  this  time.  The  iron  is  of  a  heavy  T 
pattern,  of  superior  manufacture,  and  payment  for 
its  first  cost  is  to  be  made  in  the  mortgage  bonds  of 
the  company. 

Upon  the  authority  granted  by  the  charter,  and 
voted  by  the  stockholdersand  board  cf  directors,  th'e 
entire  line  to  Thomasville  and  Albany  has  been 
mortgaged,  to  secure  an  issue  of  $1,200,000  of 
bonds,  the  proceeds  of  which  are  to  be  used  to  fur- 
nish the  iron  and  equip  the  road.  These  bonds  will 
only  be  negotiated  to  meet  the  wants  of  the  compa- 
ny, for  the  above  named  purposes.  The  subscrip- 
tions to  the  capital  stock  ot  the  company  along  the 
line  of  the  road,  now  reach  S830,000 ;  upon  which 
payments  have  been  made  to  the  amount  of  S340,- 
000,  and  engagements  and  notts  have  been  receiv- 
ed tor  the  balance  of  the  subscription,  to  the  satis- 
faction of  the  contractors,  who  entertain  no  fears 
but  that  the  whole  amount  subscribed  will  be  paid 
In  time  to  meet  their  wants. 

Though  the  Iron  for  the  Brucswick  and  Florida 
railroad  has  been  purchased  on  favorable  terms,  it 
still  costs  more  than  was  contemplated,  when  pro* 
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vision  was  made  for  it  in  the  contract  with  Messrs- 
Collins  and  Alexander.  To  provide  for  this  excess 
in  the  cost  of  the  iron  to  furnish  the  increased  e- 
quipment,  which  it  becomes  more  and  more  evident 
will  be  demanded  by  the  traffic  of  the  district;  and 
to  meet  the  contingent  expenses,  so  liable  to  be 
overlooked  or  under  estimated  by  railroad  compa- 
nies, the  directors  have  increased  the  New  York 
and  Boston  subscription  to  SI, 250,000,  ten  per  cent, 
upon  which  has  been  paid  in.  This  subscription 
is  entirely  distinct  from  that  of  the  Georgia  share- 
holders; it  has  been  made  up  by  capitalists  here, 
upon  the  express  understanding  that  only  such  an 
amount  shall  be  called  on  this  stock,  as  the  direct- 
ors shall  find  necessary  to  fulfil  the  contracts  of  the 
Co.,  finish  the  road  and  maintain  the  credit  of  the 
corporation. 

Interest  will  accrue  to  each  shareholder  accord- 
ing to  the  respective  amaunts  paid  up.  The  sur- 
plus of  earnicgs  alter  paying  expenses,  interest  on 
bonds  and  on  the  amounts  paid  up  on  stock,  is  to  be 
divided  among  the  shareholders  here  and  in  Geor- 
gia, pro  rata  according  to  the  number  of  shares 
each  person  holds. 

Negotiations  are  now  in  progress  lor  the  further- 
ance of  that  portion  of  the  plans  of  the  company, 
which  contemplates  the  extension  of  the  road  from 
Thomasville  to  Pensacola,  and  the  result  shall,  at 
an  early  day,  be  communicated  to  the  stockholders. 
Arrangements  are  also  making  for  a  speedy  and 
mutually  advantageous  connection  with  the  St. 
Marks  and  Tallahassee  railroad,  which  will  per- 
manently accommodate  an  extenbive  district  of 
country,  and,  by  opening  a  railroad  communication 
between  the  Gulf  of  Mexico  and  the  Atlantic,  will 
bring  a  large  amount  of  business  over  the  united 
roads,  at  a  period  some  months  earlier  than  a  road 
can  be  constructed  to  Pensacola. 

It  may  not  be  considered  out  ol  place  to  refer  here 
to  the  project  which  has  been  started  in  Savannah, 
for  building  a  railroad  from  that  citv  to  Albany, 
and  thence  to  some  point  on  the  Gulf  of  Mexico. — 
This  line  of  road  would  be  of  great  benefit  to  the 
section  of  country  through  which  it  would  pass, 
aud  it  would  in  no  way  interfere  with  the  prospects 
of  the  Brunswick  and  Florida  railroad,  as  the  local 
falfic  along  the  latter  route  will  be  ample  for  its 
support,  and  the  through  traffic,  from  the  Gulf  to 
the  Atlantic,  will  be  far  more  than  the  road  can  ac- 
commodate. 

The  friends  of  the  Savannah  and  Gull  road  have 
brought  forward  a  mass  of  evidence  showing  the 
immense  results  which  must  follow  the  opening  of 
railroad  communication,  to  supersede  the  ocean 
passage  around  the  capes  of  Florida.  Their  cal- 
culations fully  corroborate  the  estimates  made  in 
the  report  of  the  Brunswick  and  Florida  railroad 
company  of  July  last;  and  indeed  the  advantages 
which  must  accrue  to  the  public  and  to  the  stock- 
holders, from  the  completion  of  one  or  both  of  these 
railroads,  are  too  palpable  to  require  further  argu- 
ment. While  referring  to  their  report  of  July  last, 
the  directors  can  now  repeat  with  confidence,  that 
the  estimates  of  traffic  then  set  forth,  have  been  in 
every  respect  confirmed  by  their  subsequent  exam- 
inations. The  local  traffic  which  must  come  upon 
their  line  of  road  from  Thomasville  to  Brunswick, 
after  making  the  most  liberal  allowance  tor  expen- 
ses and  contingencies,  and  laying  by  an  ample 
sinking  fund,  will  leave  a  large  surplus  over  and 
above  interest  on  the  bonds  and  stock  payments. 

The  Chief  Engineer  of  the  company,  Mr.  Mc- 
Rae,  with  an  efficient  corps  of  assistants,  in  attend- 
ing with  assiduity  to  the  interests  of  the  corpora- 
tion. He  reports  that  very  little  deviation  will  be 
lound  necessary,  from  the  original  line  of  survey, 
and  that  the  route  presents  few  difficulties  or  im- 
pediments to  the  rapid  progress  of  the  work.  A  lo- 
comotive and  a  quantity  of  platform  cars  will  be 
shipped  out  to  reach  Brunswick  in  February,  to 
mee:  the  first  cargo  of  iron  from  England.  The 
rainy  weather  of  the  past  season  has  delayed  the 
completion  of  the  canal  from  the  Altamaha  to 
Brunswick;  but  this  work  will  be  finished  this 
winter,  and  afford  great  facilities  to  the  railroad 
contractors  for  procuring  early  and  cheap  supplies 
of  bridge  timber,  besides  furni.shing  an  immense 
amount  of  lumber  and  other  outward  freight  for 
ships  from  Brunswick,  before  the  railroad  shall 
have  passed  the  Santilla  and  penetrated  into  the 
district,  which  will  yield  its  most  valuable  traffic 


The  opening  of  this  canal,  and  development  of  the 
advantages  of  this  excellent  port,  will  be  but  the 
foretaste  of  the  benefits  which  Florida,  Alabama, 
Southern  Georgia,  and  indeed  the  whole  Southern 
country  will  derive  from  the  carrying  out  of  the 
undertakings  of  this  company.  The  national  im- 
portance of  this  railroad  from  Brunswick  to  Pen- 
sacola, cannot  fail  to  strike  every  attentive  inquir- 
er. The  directors  do  not  now  intend  to  dwell  upon 
this  matter,  but  will,  at  as  early  a  period  as  is  con- 
sistent with  the  interest  of  the  corporation,  commu- 
nicate to  the  stockholders,  the  steps  they  have  taken 
in  regard  to  it. 

President. — Solomon  Foot. 

Directors. — Wm.  Chauncey,  Amos  Davis,  Thos. 
A.  Dexter,  Levi  J.  Knight,  John  Paine,  S.  R. 
Brooks. 

New  York  January,  1853. 
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THE  BROADWAY  RAILROAD  CASE. 

The  importance  of  this  case  in  itself  and  also  in 
relation  to  its  bearing  upon  similar  cases  which 
will,  doubtless,  hereafter  arise,  induces  us  to  pre- 
sent a  brief  abstract  of  the  points  decided. 

It  will  be  recollected  that  the  Common  Council, 
in  defiance  of  the  injunction  of  the  Supreme  Court, 
prohibiting  them  from  aulhoiising  Jacob  Sharpc 
and  Ais  associates  to  construct  a  railicay  in  Broad- 
way, — did  so  authorise  them,  and  that  the  Alder- 
men passed  resolutions  denouncing  the  injunction 
in  no  measured  terms,  and  that  this  was  done  after 
a  copy  of  the  summons,  complaint  and  injunction 
had  been  served  upon  the  Mayor,  and  a  copy  of  the 
summons  and  injunction  upon  the  members  of  the 
Common  Council. 

1st.  Alderman  Stunevant,  whose  casie  was  first 
taken  up,  was  helil  to  be  indiviihbnUy  a  party  to  the 
suit.  It  has  been  very  often  adjudged  that  when 
an  injunction  is  addressed  to  a  corporation,  every 
member  thereof  is  as  much  bound  as  if  he  had  been 
named  individually. 

Lord  Kenyon  briefly  and  forcibly  stated  the  prin- 
ciple by  which  this  subject  is  governed  in  the  King 
vs  Holland,  5  Term  Reports,  5"2-2.  "  Where  a  du- 
ty is  thrown  upon  a  body  consisting  of  several  per- 
sons, each  is  individually  responsible  for  its  per- 
formance, and  individually  liable  for  its   breach. 

2nd.  The  service  of  the  injunction  upon  Sturte- 
vant  was  valid  and  regular,  although  when  served 
upon  him  in  person,  it  was  not  accompanied  by  a 
copy  of  the  complaint. 

A  copy  of  the  complaint  together  with  the  injunc- 
tion was  served  upon  thai  Mayor,  the  day  before  the 
meeting  of  the  Aldermen.  The  Mayor  was  the  re- 
presentative of  the  whole  corporation.  2  Revised 
Statutes,  458.  The  service  was  effectual  as  to  eve- 
ry member  of  the  corporation.  Sturtevant  and  his 
colleagues  actually  knew  the  contents  of  the  com- 
plaint, for  they  resolved  that  "the  reasons  for  the 
injunction  were  untenable,"  and  the  complaint  a- 
lone  contains  the  reasons. 

An  injunction  directed  to  a  corporate  body  is 
binding  upon  each  individual  member  of  that  body. 
Therefore  the  injunction  which  has  been  violated 
by  the  corporation  as  a  whole,  has  been  violated  by 
each  member  thereof  who  has  assented  to  the  ob- 
noxious act.  Therefore,  an  attachment  must  issue 
against  Mr.  Sturtevant  unless  the  injunction  which 
he  has  violated  is  unlawful  and  void,  as  he  con 
tends  it  is. 

4th.  The  resolution  of  the  Common  Council  in 
favor  of  Sharpe  and  his  associates,  cannot  be  treated 
as  a  nullity,  on  ihe  ground  that  it  was  only  ini- 
tiatory and  unavailing  until  the  grant  had  been  ac- 
cepted by  Mr.  Sharpe  and  his  associates.  In  no 
case  is  a  grant  cfTectual  by  the  mere  will  and  act 


of  the  grantors.  In  every  case  it  depends  for  its  ul- 
timate validity  upon  the  acce|tance  of  t.he  grantee. 
The  Common  Council  have  dune  all  they  cnuld  to 
ihake  the  grant  *>ffcctual.  Th  e  assent  of  the  g.*an- 
tees  has  been  fi|ed  with  the  c  erk  of  the  Common 
Council.  The  injunction  was  therefore  violated  in 
letter  and  spirit  and  wilfully  s). 

5th.  The  language  of  the  ii  junction  manifestly 
prohibits  the  passage  of  the  resolution  complained 
of,  and  this  court  was  empoi  rered  to  restrain  the 
action  of  the  Common  Couni  il  in  respect  to  the 
matter  before  thfem. 

Was  the  order  of  the  injunction  void  upon  its 
face  from  a  total  want  of  juri  ^fiction  in  the  court 
by  which  it  was  issued  1  j 

If  the  injunction  was  of  s  ich  a  nature  as  Ihe 
court  could  issue,  under  any  irrumstanrcs^  to  the 
Common  Council,  this  body  disregarded  it  at  their 
peril. 

For  the  purptee  of  determiniDg  whether  they 
would  obey  or  disregard  the  njunctiou,  they  had 
no  right  to  look  into  the  comp  aint  at  all,  and  Uiis 
for  the  plain  reason  that  th  ;  juri^Hliction  of  !be 
court  may  be  certain  and  unioubted,  and  yet  the 
facts  aud  allegations  set  forth  in  the  complaint,  be 
wholly  insufficient  to  warrant  its  exercise.  When 
this  insufficiency  exists,  there  is  a  want  of  equity 
in  the  complaint  for  whi<.h  th?  injunction  will  be 
dissolved  ;  but  this  want  of  e  juity  is  no  evidence 
of  a  want  of  jurisdiction,  that  rendering  the  pro- 
cess void,  justifies  disobedience.  A  party  before 
whom  an  injunction  is  served,  (they  are  the  WOTdS 
of  Chancellor  Walworth  that  [  quote,)  is  not  per- 
mitted to  speculate  upon  the  future  decision  of  the 
court  as  to  the  equity  of  the  I  ill,  and  disobey  the 
injunction,  upon  the  ground  tiat  upon  the  merits 
it  ought  not  to  have  issued.  (P;ople  vs.  Spalding,  2 
Paige,  329;  Sullivan  vs.  Judih4  Paige,  446.);  1 
add,  that  if  there  are  any  valic  grounds  in  law,  up* 
on  which  the  injunction  in  a  {articular  case  might 
have  issued,  altbousrh  not  one  of  the  grounds  may 
be  stated  in  the  complaint,  th  ;  court  has  jurisdic- 
tion ;  and  its  order  must  be  obyed.  It  is  erroneous 
but  certainly  not  void ;  and  it  i  s  only  a  certain  and 
manifest  invalidity  that  canex;use  and  protect dis> 
obedience. 

The  distinction  between  wai  t  of  equity  and  want 
of  jurisdiction  isinteliigible,  c.-rtain  and  establish- 
ed. 

The  doctrine  contended  forly  the  defendant  that 
neither  the  propriety  nor  leg  ility  ot  proceedings 
pending  before  Itgi.slative  bod  cs  may  be  inquired 
into  by  Courts  of  Justice,  ma/  be  true  when  ap- 
plied to  the  legislature  of  the  S  tate,  which,  as  a  co- 
ordinate branch  of  the  gover  iment,  representing 
and  exercising  in  its  sphere  th<;  sovereignty  of  the 
people,  is,  for  poljitical  reasons,  of  manifest  force, 
wholly  exempt  in  all  its  proceelings  from  any  legal 
process  or  judicious  control;  but  the  doctrine  is 
not,  nor  is  any  portion  of  it,  ti  ue,  when  applied  to 
a  subordinate  municipal  boc  y  which,  although 
clothed,  to  some  extent,  with  legislative  and  even 
political  powers,  is  yet,  in  th;  exercise  of  all  its 
powers,  just  as  subject  to  the  authority  and  control 
of  courts  of  justice,  to  legal  process,  legal  restraint, 
and  legal  correction,  as  any  o  her  body  or  person, 
natural  or  artifidal.  The  su  ^position  that  there 
exists  an  important  Jisiinctioi ,  or  any  distinction 
whatever,  between  a  ;nunicifal  corporation  and 
any  other  corporiilion,  aggregj  te  in  respect  to  the 
powers  of  courts  ot  justice  over  its  proceedings,  is 
entirely  gratuitous,  and,  it  seems  to  me,  is  as  desiti- 
tute  of  reason  as  it  certainly  is  of  authority.  The 
counsel  couM  ref^r  us  to  no  casi  ■,  nor  have  we  .'bund 
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any,  in  which  the  judgment  of  the  court  has  pro- 
ceeded upon  such  a  distinction. 

And  the  Constitution  of  our  Sute  declares  that 
"  all  corporations  shall  have  the  right  to  sue  and 
shall  be  subject  to  be  sued,  in  all  courts,  like  natu- 
ral persons."  Therefore  if  the  Common  Council 
can  claim  immunity  from  judicial  restraint,  so  can 
every  Bank,  Insurance  company,  Hospital,  Libra- 
ry or  Saving's  Bank.  They  all  have  legislative 
powers  in  the  same  sense,  although  not  with  so 
wide  a  scope  as  the  Common  Council.  They  may 
all  make  by-laws,  and  they  may  clothe  in  the  form 
oi  a  by-law  any  fraudulent  operation. 

But  will  the  Court  intertere  with  the  discretion 
of  a  corporate  body  1  It  will  interfere— and  it  is 
bound  to  interfere,  whenever  it  has  reason  to  believe 
that  those  in  whom  the  discretion  is  vested  are  pre- 
pared, illegally,  wantonly,  Or  corruptly,  to  trample 
iipon  rights  and  sacrifice  interests  which  they  are 
specially  bound  to  watch  over  and  protect. 

In  the  1st  of  railway  cases  195,  Lord  Cottenham 
declared  "that  when  public  functionaries  are  de- 
parting from  the  powers  which  the  law  has  vested 
iu  them,  and  are  assuming  a  power  which  does  not 
belong  to  them,  this  court  no  longer  considers  them 
as  acting  under  their  commission,  but  treats  them, 
whether  a  corporation  or  individuals,  as  persons 
dealing  with  property  wiiliout  legal  rights;"  and 
he  added,  "  that  when  suc^lpersons  infringe  or  vio- 
late the  rights  of  others,  they  become,  like  all  other 
individuals,  amenable  to  the  jurisdiction  of  this 
court  by  injunction. 

Consequently  the  injunction  order  was  not  void, 
Irom  total  want  of  jurisdiction  in  the  court  whence 
it  issued,  if  there  is  any  ground  whatever  upon 
which  this  Court  could  lawfully  restrain  the  cor- 
poration from  making  the  grant  which  the  order 
described    And  there  are  many  such  grounds. 

I^rst.  It  may  be  that  the  corporation  cannot  es- 
tablish, nor  authorize  any  o^e  to  establish,  a  rail- 
way in  a  public  street.        j  i 

HecoTidly.  It  may  be,  that  a  Broadway  railway, 
would  be  an  injurious  monopoly. 

Thirdly.  Perhaps  a  Broadway  railway  would  be 
a  public  nuisance. 

Fourthly.  The  grant  to  Jacob  Sharp,  and  his  as- 
sociates viay  have  been  procured  by  corruption. 

Art  attachment  must  be  issued. 


Cincinnati,    Cambridge   and  Cliicago   Short 
Line  Rallwray  Company* 

The  Cincinnati  Gazette  stales  that  a  Company 
with  the  above  title,  was  organized  at  Cambridge 
City,  Indiana,  on  the  10th  inst.  A  Board  of  Di- 
rectors was  elected,  consisting  of  Thomas  Tyner, 
Solomon  Meredith,  John  Crum,  Charles  H.  Ray- 
mond, Pleasant  Johnson,  Jacob  Vare,  Jesse  Wiatt, 
Robert  Umpley,  Dickerson  Hurst  and  Wm.  H.  Ben- 
nett, of  Indiana,  and  Caleb  B.  Smith,  S.  C.  Park- 
hurst  and  George  Graham,  of  Cincinnati.  Caleb 
B.  Smith  was  elected  President  of  the  board. 

This  company  also  contemplate  the  construction 
of  a  road  from  Newcastle,  by  way  of  Cambridge 
City,  to  the  State  line,  to  connect  with  the  line  Oj 
the  Cincinnati  Western  Company.  It  is  designed 
to  consolidate  these  two  companies,  and  thus  make 
one  line  from  Cincinnati  to  Newcastle.  From 
Newcastle  to  Chicago  a  road  has  been  located  on 
a  direct  line,  and  ou  a  large  part  ol  the  route.  The 
work  is  now  in  progress.  The  work  now  projected 
is  designed  to  complete  a  straight  line  Irom  this 
city  to  Chicago,  and  by  connecting  with  the  Indi- 
ana Central  road  at  Cambridge  City,  to  make  a  di 
rectroad  from  here  to  Indianapolis. 


Oblo  and  Penimylvanla  Railroad. 

ANNUAL  REPORT  TO  THK  STOCKHOLDERS. 

Gentle.men: — The  Board  of  Directors  of  the 
Ohio  and  Pennsylvania  railroad  company  respect- 
fully submit  to  the  stockholders  their  annual  re- 
port for  1852,  and  congratulate  ih^ra  on  the  results 
of  the  past  year,  and  the  encouraging  prospects  ol 
th$  continued  and  increasing  prosperity  ul  the  com- 
pany. 

The  earnings  of  the  road,  as  it  has  been  gradu- 
ally extended,  have  exceeded  the  expectations  of 
the  Board ;  the  number  of  passengers  carried  in 
the  year  has  reached  two  hundred  and  thirty  six 
thousand  and  thirty-three,  (230,033).  The  gross 
earnings  have  been  S315,l  18  53,  and  the  net  earn 
ings,  S  173,985  18. 

That  part  of  the  road  upon  which  the  ballasting 
has  been  completed  is  believed  to  be  as  smooth,  as 
pleasant  to  ri  ie  upon,  and  as  easy  upon  the  ma- 
cliinery,  as  any  mad  in  the  United  States.  The 
trains  are  run  with  great  regularity,  and  the  ex- 
press train  makes  the  run  from  Pittsburgh  to  New 
Brighton,  twenty-eight  miles,  in  one  hour,  and  to 
Alliance,  eighty-two  miles,  in  three  hours  and  a 
hah".  Whenever  it  is  necessary  to  do  so  the  speed 
c^4  readily  be  increased.  The  travel  of  the  coun- 
try is  controlled  by  the  time  taken  and  the  price 
charged  ;  and  for  the  through  travel  from  distant 
points,  for  which  so  many  lines  will  compete  in 
Ohio,  our  road  will  enter  the  field  of  competition, 
with  low  grades,  a  smooth  track,  a  cheap  line,  and 
a  large  number  of  important  connections.  Our 
local  business  from  the  rich  counties  and  many 
populous  towns  iilong  the  line  will  furnish  a  sure 
reliance ;  and  wi-  have  no  doubt  that  with  judici- 
ous management  the  stock  of  the  Ohio  and  Penn- 
sylvania railroad  company  will  always  be  a  safe, 
reliable  and  profitable  investment.  The  Board  de- 
sire and  intend  that  stability,  reliability,  and  punc- 
tuality should  characterise  both  the  road  itself  and 
the  financial  policy  of  the  company. 

On  the  Gth  day  of  January,  1852,  the  road  was 
opened  to  Alliance,  82  miles  'from  Pittsburgh, 
where  it  intersects  the  •■  Cleveland  and  Pittsburgh 
railroad."  On  the  11th  of  March  it  was  opened  to 
Massillon,  and  a  connection  was  accomplished 
wi;h  the  Ohio  Canal ;  and  on  the  lOih  ol  August 
the  opening  of  the  road  to  Wooster,  134  miles  from 
Pittsburgh,    was   celebrated.     The   ballasting  has 

been  completed  on  about  75  miles  of  the  track,  aud 

three-gravel  trains  are  now  employed  upon  it. 

In  the  last  annual  report  the  Board  stated  to  the 
stockholders  that — ■'  F.'om  Wooster,  by  Loudon- 
ville  and  Mansfield,  to  the  point  of  intersection 
with  the  Cleveland,  Columbus  and  Cincinnati 
r&iiroad,  a  distance  of  53  miles,  the  grading  and 
bridging  are  under  contract  and  in  progress.  Ar- 
rat^ementfi  have  been  made  for  timber,  and  the 
Board  hope  that  they  soon  will  be  for  the  requisite 
railroad  iron.  If  an  ample  supply  of  funds  can  be 
provided,  the  whole  road  can  be  brought  into  use 
in  twelve  months  from  the  present  time." 

Aware  of  the  importance  ol  accomplishing  a  di- 
rect connection  with  the  Mansfield  and  Sandusky 
arid  the  Cleveland,  Columbus  and  Cincinnati  rail- 
roads as  soon  as  practicable,  the  Board  lost  no  time 
in  endeavoring  to  procure  "an  ample  supply  cf 
funds."  The  local  subscriptions  on  the  western 
division  were  inadequate  to  complete  the  grading 
and  bridging,  and  did  not  form  a  sufficient  basis  of 
credit  to  provide  the  superstructure,  Additional 
means  from  other  sources  were  therefore  absolutely 
necessary,  and  ii  took  some  time  to  obtain  thcnj. 
On  the  ISth  day  of  July  the  President  laid  before 
the  Board  the  official  subscription  of  the  Mayor  of 
the  city  of  Allegheny  for  4,000  shares,  S200,000  of 
the  stock  of  the  company,  being  in  addition  to  a 
similar  sum  subscribed  when  the  road  was  bi'gun  ; 
and  also  the  official  subscription  of  the  President 
of  the  Pennsylvania  railroad  company  lor  5000 
shares,  or  S250,000  of  the  stock  of  the  company. 
Both  these  subscriptions  were  applicable  to  the 
completion  of  the  work  between  Wooster  and 
Crestline;  and  as  soon  as  they  could  be  rendered 
available  they  were  applied  to  that  purpose.  If  the 
money  thus  obtained  could  have  been  had  early  in 
the  Spring,  the  work  might  have  been  done  before 
now;  but,  notwithstanding  the  delay  of  several 
months  in  the  early  part  of  the  season,  and  the  wet 
weather,  high  water,  and  bad  roads  which  have  re- 
tarded the  contractors  since,  about  thirty  working 


days  from  the  present  time  will  suili'X*  to  complete 
the  track-laying  from  Wooster  to  Crestline,  and  tu 
give  us  the  through  travel  and  the  spring  trade  over 
the  whole  distance  of  187  miles  from  Pittsburgh  to 
that  point.  The  timber  of  the  superstructure  is 
nearly  all  dowr»,  and  the  iron  is  laid  from  Wooster 
to  Lakeville,  a  point  150  miles  from  Pittsburgh,  tn 
which  the  construction  trains  now  run.  At  or  near 
this  point,  the  Springfield,  Mount  Vernon,  and 
Pittsburgh  railroaa  will  intersect  our  line,  and  form 
its  best  and  most  direct  connection  with  Cincinnati. 
With  the  advantage  of  light  grades,  and  a  cheap 
line  through  a  beautiful  country,  we  are  satisfied 
that  this  route  will  compare  favorably  with  any 
other  that  may  be  constructed  or  projected  to  con- 
nect Cincinnati  with  Pittsburgh  and  Philadelphia. 
From  Mansfield  the  iron  has  been  laid  eastward  to 
a  point  beyond  Lucas,  and  the  work  is  in  progress 
in  both  directions  from  Mansfield. 

The  Ohio  and  Pennsylvania  railroad  company 
was  chartered  by  both  the  States  whose  names  it 
bears,  wih  ample  powers  and  privileges,  for  the 
express  purpose  of  making  a  railroad  to  connect 
the  internal  improvement  system  of  one  Stale  with 
that  that  of  the  other.  The  joint  charter  thus 
granted  was  accepted,  and  the  work  prosecuted  in 
good  faith,  for  this  very  purpose.  By  its  provis- 
ions as  soon  as  ten  miles  of  the  road  were  comple- 
ted and  brought  into  use,  the  charter  became  per- 
petual, and  although  the  road  has  had  several  tein- 
porary  termini,  and  although  no  limit  of  time  is 
fixed  by  the  law  lor  the  completion  of  the  remain- 
der of  the  road,  its  chartered  rights  extend  Irom  the 
city  of  Pittsburgh  to  the  western  line  of  the  State 
of  "Ohio. 

The  Pennsylvania  railroad  company  has  agreed 
to  subscribe  one  hundred  and  fifty  thousand  dollars 
to  the  stock  of  this  company,  to  be  expended  in 
constructing  the  connection  between  the  two  roads 
in  the  city  of  Pittsburgh.  A  short  link,  of  easy 
construction  will  also  be  needed  between  Crestline 
and  Gallon,  a  distance  of  about  three  and  a  half 
miles,  to  perfect  the  connection  with  the  Bellefon- 
taine  and  Indiana  road,  and  with  the  lines  leading 
to  Indianapolis  and  St.  Louis.  Negotiations  are 
pending,  but  not  yet  concluded,  in  relation  to  both 
of  these  short  but  important  junction  lines. 

A  net  work  of  railroads  is  fast  oversprcaling  the 
State  of  Ohio,  and  the  day  of  intense  competition 
in  that  State  is  rapidly  approaching.  Through  the 
Lake  Shore  line,  both  of  the  great  rival  railroads 
ot  the  State  of  New  York,  the  New  York  and  Erie, 
and  the  Buffalo  and  Albany  roads,  are  now  in  ac- 
tual connection  with  the  roads  of  Ohio.  The  Bal- 
timore road,  after  a  struggle  of  twenty-five  years, 
has  at  length  reached  the  Ohio  river  at  Wheeling. 
The  passenger  runners  and  freight  agents  of  the 
New  York  lines  are  spread  throughout  the  West, 
and  the  time  is  at  hand  when  the  Pennsylvania 
route  must  be  freed  from  all  unnecessary  expenses 
and  delays.  Pennsylvania  can  never  command 
that  share  of  the  through  business  to  which  her  po- 
sition entitles  her,  until  the  whole  line  through  the 
State  is  brought  into  a  condition  to  compare  favor- 
ably with  rival  routes.  We  have  reason  to  expect 
the  completion  of  the  mountain  division  of  the  Penn- 
sylvania railroad  in  a  few  months,  which  will  do 
away  with  the  greatest  difficulty  that  now  impedes 
our  progress. 

If  the  line  through  Pennsylvania  was  worked  at 
as  low  rates  per  mile,  and  in  as  systematic  a  man- 
ner as  the  New  York  lines,  by  a  union  of  interests 
between  the  Pennsylvania  railroad  and  thuse  be- 
longing to  the  State,  those  roads  in  the  West  v.  hich 
now  divert  the  b  isiness  from  Pittsburgh,  wo  id  at 
once  become  feeders  to  our  improvements.  Wc 
feel  assured  that  the  force  of  competition  must, 
sooner  or  later,  bring  about  this  result  so  important 
to  our  road. 

We  desire  to  cultivate  friendly  relations  with  all 
other  lines,  with  which  ours  is  or  may  be  connect- 
ed, whilst  at  the  same  time  we  endeavor  to  protect 
and  promote,  in  every  way  in  our  power,  the  inter- 
ests ot  our  own  company. 

At  the  Federal  street  station  in  Allegheny  city, 
we  have  purchased  or  appropriated  the  lots  lying 
intermediate  between  the  railroad  and  the  Pennsyl- 
vania canal,  so  as  to  give  the  company  a  front  ot 
about  seven  hundred  feet  on  the  canal  for  the  con- 
venience of  transhipping  freight.  At  Massillon 
ample  frontage  ou  the  Ohio  canal  has  been  secured, 
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and  a  track  laid  to  the  company's  wharf.  On  the 
opening  of  canal  navigation  in  the  spring  we  look 
for  a  large  business  between  these  points. 

The  Cleveland  ana  Pittsburg,  the  Cleveland,  Co- 
lumbus and  Cincinnati,  and  the  Liltle  Miami  rail- 
roads, are  working  in  harmony  with  our  road,  to 
the  mutual  advantage  of  those  lines,  together  with 
ours  and  the  Pennsylvania  railroad,  which  we  hope 
will  continue  to  be  the  case. 

Enterprising  parties  in  Ohio  have  undertaken 
the  construction  of  the  Cleveland  and  Mahoning 
road,  from  Cleveland  south-eastward  by  way  of 
Warren.  They  propose  to  connect  their  line  with 
ours  at  or  near  New  Brighton.  When  construct- 
ed, this  line  will  give  us  two  alternative  routes  to 
Cleveland,  passing  through  different  districts  of 
country. 

The  construction  of  another  connection,  that  of 
the  Darlington  Cannel  Coal  railroad  has  been  com- 
menced and  will  doubtless  be  pressed  forward  with 
vigor.  This  work  cannot  fail  to  promote  the  gen- 
eral income  of  our  read. 

When  we  reach  Mansfield,  (which  we  hope  to  do 
in  about  a  month,)  by  means  of  the  Mansfield  and 
Sandusky  city  railroad,  we  shall  have  a  continu- 
ous connection  with  Sandusky  city,  Toledo,  and 
Chicago,  and  we  think  that  the  interchange  of  bu- 
siness at  Mansfield,  will  be  highly  advantageous 
to  both  companies. 

The  peculiar  position  of  our  road,  intersecting 
and  connecting  with  so  many  other  lines,  running 
westward,  north-westward,  and  south-westward, 
lenders  its  relations  with  other  companies  exceed- 
ingly complicated  :  and  calls  for  the  exercise  of  the 
greatest  prudence  and  caution  in  making  arrange- 
ments with  roads,  which  are  controlled  by  so  many 
conflicting  interests. 

Our  rule  of  action  is  to  make  the  interests  of  this 
company,  and  ol  its  stockholders,  the  pole-star  of 
our  policy,  aud  not  to  be  swerved  from  this  course 
either  by  threats  or  importunities.  Whilst  treat- 
ing all  applications  with  respect  and  attention,  we 
are  caret ul  to  concede  nothing  calculated  to  injure 
the  interests  of  those  whose  trustees  and  represen- 
tatives we  have  undertaken  to  be. 

By  pursuing  a  judicious  and  firm  course  of  poli- 
cy we  are  satisfied  that  the  Ohio  and  Pennsylvania 
railroad  can  be  always  maintained  in  the  position 
ot  a  safe  and  highly  desirable  investmeat.    Its 

ktock  is  now  at  par,  or  very  nearly  so,  at  home, 

where  its  value  is  best  understood,  and  its  bonds 
are  above  par  in  the  eastern  market.  Those  who 
subscribed  to  the  stock  originally,  to  help  the  work 
along  in  its  infancy,  have  no  reason  to  regret  it. — 
They  have  aided  in  accomplishing  a  most  import- 
ant public  improvement;  and  they  have  received 
interest  in  stock  on  their  paid-up  instalments.  The 
Board  propose  now  to  close  the  stock  interest  ac- 
count, and  to  commence  in  July  next  the  paj'ment 
of  cash  dividends.  After  paying  all  the  expenses 
of  keeping  up  the  road,  and  its  equipments,  and 
operating  it  in  the  best  style,  and  paying  the  inter- 
est on  the  company's  bonds,  the  Board  believe  that 
the  earnings  of  the  year  1853  will  pay  at  least  7 
per  cent  to  the  stockholders.  In  succeeding  years, 
when  the  road  and  its  connections  are  more  fully 
completed,  better  results  may  be  anticipated.  We 
have  carefully  avoided  the  creation  of  a  floating 
debt,  and  have  lortunatelj  purchased  the  iron  lor 
the  road  for  abcut  three  hundred  and  fifty  thousand 
dollars  less  than  it  would  cost  at  the  present  market 
prices. 

Extended  western  connections  working  in  har- 
mony wi'h  our  road,  are  very  important  to  the  in- 
terests of  this  company ;  and  after  mature  deliber- 
ation, the  board  have  determined  to  recommend  to 
the  stockholders  to  pass  resolutions  giving  authori- 
ty to  the  board  to  contribute  one  hundred  thousand 
dollars,  on  the  part  of  this  company  towards  the 
construction  of  the  Springfield,  Mount  Vernon,  and 
Pittsburg  railroad,  and  a  like  amount  to  the  Ohio 
and  Indiana  railroad,  on  such  conditions  as  the 
board  may  think  necessary  to  protect  the  interests 
ot  this  company. 

The  first  of  these  roads  is  under  contract  from 
Springfield  to  Mount  Vernon,  and  the  company 
needs  aid  to  enable  it  to  connect  with  our  road  at  a 
point  east  of  Loudonville.  It  is  a  matter  of  great 
importance  to  us  to  secure  this  connection  with 
central  and  south  western  Ohio,  and  with  the  city 
of  Cincinnati. 


The  Ohio  and  Indiana  road  is  under  contract 
Irom  Crestline  to  Fort  Wayne,  and  it  will  form 
part  of  the  most  direct  route  from  Chicago  to  Pitts- 
burg, Philadelphia  and  New  York.  Its  speedy  com- 
pletion will  greatly  benefit  our  Co. 

Whilrt  the  board  are  anxious  not  to  authorise  on 
recommendation  any  expenditure  of  capital,  except 
in  cases  where  it  is  clearly  the  company's  interes-t, 
they  feel  that  in  the  management  of  such  a  great 
enterprise  as  ours,  a  reasonable  degree  ot  liberality 
is  sometimes  the  soundest  and  safest  policy,  and 
whilst  gratefully  acknowledging  the  opportune  aid 
rendered  to  them  by  the  Pennsylvania  railroad  Co. 
they  leel  that  by  aiding  the  two  roads  relerred  to, 
we  shall  make  the  best  return  in  our  power  to  ren- 
der. 

No  railroad  can  be  considered  to  be  entirely  com- 
pleted while  the  increase  of  its  business  requires 
facilities  for  its  accommodation.  We  have  consid- 
ered it  good  policy  to  make  preparations  for  a  large 
trade,  and  to  increase  our  side  tracks,  station  hou- 
ses, and  other  conveniences  accordingly.  Additions 
must  also  be  made  to  the  equipment  ot  the  road,  as 
the  developemenis  of  the  bu-iness  require.  The 
road  was  originally  graded  and  bridgeU  for  a  dou- 
ble track  from  Pittsburg  to  New  Brighton,  twenty- 
eight  miles,  and  in  accordance  with  the  recom- 
mendation of  Solomon  W.  Roberts,  Esq.,  the  chief 
engineer  and  superintendent,  the  board  propose  to 
lay  about  ten  miles  of  new  track  between  Pittsburg 
and  Sewickley,  in  1853,  which  will  suflice  to  com- 
plete the  second  track  between  those  points,  by  uni- 
ting the  turnouts  already  laid  The  New  Brighton 
accommodation  train  now  has  thirteen  stopping 
places  in  twenty-eight  miles,  aud  apidications  for 
more  are  still  urged.  Unless  the  doubling  of  the 
track  is  begun  soon  after  the  road  is  opened  to 
Crestline,  this  train  will  begin  to  produce  serious 
inconvenience. 

Negotiations  are  pending,  but  not  yet  consum- 
mated, for  the  erection  of  a  telegraph  line  along  the 
railroad,  the  want  of  which  is  sensibly  felt. 

The  cost  of  the  Ohio  and  Pennsylvania  railroad 
will  be  about  half  as  much  per  mile  as  the  Penn- 
sylvania railroad,  which  must  always  be  its  main 
eastern  connection.  When  the  Central  route  is 
complete,  and  all  the  inclined  planes  avoided,  the 
shortness  of  this  line  to  Philadelphia  and  N.  York. 
niusttell  powerfully  in  its  favor.  As  a  line  to  Bal- 
timore, it  has  also  great  advantages,  the  distance 
from  Pittsburg,  by  Harrisburg,  to  Baltimore,  being 
333  miles,  with  moderate  grades,  against  380  miles 
from  Wheeling  to  Baltimore,  with  the  Alpine 
grades  of  the  Baltimore  and  Ohio  railroad. 

The  construction  of  the  Alleghany  Valley  rail- 
road will  give  our  line  a  highly  important  connec- 
tion with  Northwestern  Pennsylvania  and  with  the 
railroad  system  of  the  state  of  New  York. 

The  report  of  the  treasurer  is  herewith  submitted 
showing  the  financial  condition  of  the  company. 
The  amount  ot  stock  issued  is  sffl. 750,700  00;  of 
mortgage  bonds,  $1,750,000  and  of  income  bonds 
3700,000. 

A  report  made  to  the  president,  by  the  chief  engi- 
neer and  superintendent,  is  also  submitted  for  the 
information  of  stockholders,  accompanied  by  a 
number  of  tabular  statements  exhibiting  a  variety 
of  details  in  relation  to  the  working  of  the  road. 

Respectfully  submitted  by  order  of  the  board  of 
directors.  W.m.  Robinson,  Jr.  President. 


Ol&lo. 


Cleveland,  ZanesvUle  aiid  Cintknnali  Raiiroad.A- 
The  above  is  the  tiew  title  for    vhal  was  formerly 
the  Akron  Branch  road,  the  n^me  of  ybich  has 
been  changed  as  provided  by  a 
state. 

The  annual  meeting  of  this  dompany  was  held 
at  Akron;  on  the  Seth  uil.,  at  w|iich   Messr'j.  Per- 
kins, McMilleu,  Henry,  Miller 
Cary,    were  re-elected   directoi^ 


general  law  of  thf 


Day,  Butler  and 
The    directors 


Pennsyl-ranla. 

Susquehanna  Railroad.— Ai  the  annual  election, 
held  at  the  office  of  the  company,  in  Harrisburg, 
the  following  gentlemen  were  elected  directors  and 
officers  of  the  company :  Henry  Tiffany,  W.  F. 
Murdock,  Daniel  Holt,  Alexander  Fisher,  William 
Gilmor,  Simon  Cameron,  Eli  Slifer,  Greo.  F.  Mil- 
ler, Joseph  Casey,  Jacob  S.  Haldeman,  Joseph  R. 
Priestley,  John  B.  Packer,  Wm.  F.  Packer,  A.  B. 
Wa-sford,  chief  engineer. 

Illinois. 

Atlanta  and  Lagrange  Railroad.— Thh  road  is 
now  completed  to  Lagrange,  some  70  miles  from 
Atlanta  and  within  about  15  of  West  Point,  the 
Eastern  terminus  of  the  Montgomery  and  West 
Point  railroad. 


unanimously    re-elected  Col.  Ferkins,   president; 


McMillen  treasi^- 
the  chief  enginee^ 


Prof.  Day,  secretary;  and  J.  W. 
rer.  jThe  reports  of  Mr.  Grant, 
and  the  other  officers,  presenlel  an  encouraginf 
state  of  facts  as  regards  the  pa^t  operations  and  fu- 
ture prospects  of  the  road,  and  !  peak  well  for  thfe 
prudeiice  and  efficiency  of  the  o  beers  and  directon> 
of  the  company.  The  followin, ;  figures  are  fro^ 
the  annual  report : 
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Right  of  wav. 

Engineering J 

Contingencies..... 

Interest 

Road  bed 

Superstructure. .., 

Equipment > 

Station  buildings  and  machine  siop  fix- 
tures  


103 


Total  expenditures 

Amount  derived  from  stock.. 

Bonds i 

Road  receipts,  Biil^  payable,  etc 


RECEIPTS. 

The  total  receipts  from  the 
were ;  ;       1 . 

Passenger   business 

Freight  and  mailf 


read 


Gross  receipts. 

Less  expenses. 


No.  of  passengers  conveyed,  36  404 


Pbilacielphla  Wakkng  Vp. 

The  city  councils  of  Philadelphia  have  voted  a 
subscription  of  10,000  shares  to  the  Hempfield  rail- 
road,  20,000  shares  to  the  Sunbury  and  Erie  road, 


$36  824  90 

16  224  41 

10,933  2y 

4  058  753 

166418  80 

ll«^.28l  38 

37,636  80 


17,078  go 


.S408,457  32 

.    261  224  35 

.    128,11)7  61 

19  035  36 


5408,457  32 
to  Decembers!, 


.812,760  50 
.     3.0y7  77 


.    15.858  27 
.      5,'240  06 

$10,618  91 


to  the  meeting  of 


and   instructed   their  delegates 
stockholders  of  the  Pennsylvania  railroad  to  vote 
in  favor  of  a  subscription  by  the  latter  to  the  Ma- 
rietta and  Cincinnati  railroad, 
the  preamble  and  resolutions  adopted  in  reference' 
to  the  aid  proposeid  to  be  extcnc  ed  to  the  Marietta 
road.  r 

Whereas,  In  the  opinion  of  ouncils  it  is  the  in- 
terest of  the  Pennsylvania  railroad  company  to  as- 
sist with  its  credit,  within  linits  suggested  by 
sound  judgment  in  forming  thuie  link>>  o;|commu- 
nication  which  are  necessary  tt  eflect  the  purposes 
of  its  organization,  and  to  secure  to  Philadelphia 
her  just  proportion  of  the  tradr  of  the  West  and 
South  West,  which,  without  a:tive  exertion  siie 
will  be  deprived  of  by  reason  ol  the  great  efforts 
now  making  by  the  cities  ot  Niw  York  and  Balti- 
more to  attract  the  same  exciuiively  to  their  ma»-- 
kets. 

Therefore,  Resplved,  That  is  stockholders  in 
the  Pennsylvania  railroad  con  pany,  the  councils 
do  assent  to  a  snbscription  bj  said  company  of 
^•750.000  in  the  capital  stock  o  the  .Marietta  and 
Cincinnati  railroad  company, ;  nd  that  his  Honor 
Cha.s.  Gilpin,  Mayor,  and 'Join  Price  Wetheri^l 
and  Thomas  Snowdon,  Esqs.,  j  iresidents  of  Select 
and  Common  Councils,  be,  ai  d  tht  y  are  hereby 
appointed  delegates  to  represen  the  ciiy  of  Phila- 
delphia at  the  next  annual  mee  ing  of  said  compa- 
ny, with  full  authority  and  inst /uctions  to  cast  the 
vote  of  the  stock  Ifeld  by  the  cily,  in  behalf  of  sudb 
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subscription  upon'condition  that  the  remaining  le- 
gislation be  first  had  and  obtained. 


American   Railroad  Journal. 


Satardajr,  FebraAry  1%,  1853* 
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^  Rndsoa  Ktrer  RallroKd. 

We  publish  this,  week  the  returns  made  by  this 
company  to  the  Legislature,  under  date  ol  Septem- 
ber 30,  1852. 

We  have  for  a  long  titne  held,  and  have  frequent- 
ly expressed  opinions  unfavorable  to  the  financial 
prospects  of  this  road,  which  we  are  sorry  to  see  so 
fully  confirmed  by  the  figures  furnished  by  the 
company. 

The  total  cost  ol  the  road  Sept.  1st, 

1851  was :  ...S9,303,55l  09 

The  total  cost  ol   the  road  Sept  1st, 

1852  was ...10,527,654  75 


Showing  an  increase  duiing  the  year 

of $1,322,103  6(5 

It  will  be  recollected  that  the  road  had  been 
opened  for  its  whole  length,  previous  to  the  first 
date. 

The  present  amount  of  funded  and 

floating  debt  is ', . .    7,002,985  42 

The  interest  on  this  debt  at  the   legal 

ratesis .\,,       490,208  97 

The   gross  receipts  of  the  road  the 

past  year  were ^..     1,0(53.659  31 

Expenses  for  the  same  period 724,876  55 


Leaving  for  net  earnings S338,782  70 

Showing  the  net  earnings  of  the  company  the 
past  year  were  not  enough  to  pay  the  accruing  in- 
terest of  the  sum  of  $151,426  21.   j  I 

The  company  paid  interest  the  past  year  upon 
»5,783,000  only ;  a  sum  of  $1,219,9^5  less  than  the 
present  debt.  The  interest  account  is  stated  at 
$409,264  72. 

The  net  earnings  being  only  $338,782  76,  the 
company  were  compelled  to  borrow  $70,481  96  to 
meet  the  accruing  interest  upon  a.  partion  o£  tbc 
present  debt,  while  at  the  same  time  their  funded 
and  floating  debt  increased  as  before  stated  by  the 
sum  of  $1,219,985. 

The  company  are  now  carrying  passengers  at 
the  rate  oi  oTie  cent  pei  mile.  By  the  returns  in 
another  column  already  referred  to,  it  appears  that 
the  whole  number  of  miles  travelled  by  passengers 
for  the  year  1852  to  be  47,464,368.  The  expenses 
of  passenger  transportation  fur  the  same  period 
were  $545,684  99,  which  is  equal  to  a  cost  of 
1  15-100  coots  per  passsenger  per  mile;  that  is,  i/ 
cost  for  the  year  1852  15-10  mills  per  passenger  per 
jnile  more  than  the  company  is  now  receiving.  The 
company  therefore  upon  their  own  showing  are  not 
paying  expenses  as  far  as  the  passenger  traffic  is 
concerned,  and  it  is  well  known  its  receipts  are 
chiefly  derived  Irom  this  source.  But  this  is  not 
the  only  bad  feature  in  the  case.  The  road  is  still 
very  far  from  completion.  From  the  best  inform- 
ation we  can  obtain,  sustained  by  the  opinion  ol 
some  of  our  best  engineers,  the  expenditure  of  at 
least  2,500,000  is  necessary  for  this  purpose.  Only 
55  miles  of  double  track  is  completed.  To  raise 
which,  at  the  price  obtained  for  the  last  securities 
sold  by  the  company,  will  carry  the  funded  and 
floating  debt  up  to  about  $10,000,000,  requiring  a 
net  income  of  $700,000  to  pay  the  interest  account 
alone.  | 

At  the  rate  of  one  cent  per  passenger  per  mile 
the  company  cannot  do  better  than  pay  expenses 
with  any  amount  of  business  at.  its  commaud. 


This  sum  is  the  ordinary  estimate  of  cost  upon  the 
average  of  our  roads.  Unless  therefore  this  com- 
pany can  increase  its  ckarge,  its  receipts  will  not 
moio  than  meet  expenses,  as  is  shown  by  their  owr 
report. 

The  surplus  which  the  returns  show  was  derived 
from  the  freight  traffic  for  the  winter  of  1851  and 
1852  which  is  known  to  have  been  large,  and  from 
the  highter  rates  of  fare,  to  wit,  2  cents  per  mile 
charged  for  a  great  part  of  the  year.  But  the  com- 
pany were  driven  from  this  high  rate,  against 
sound  policy  as  we  think,  by,  the  steamboat  com- 
petition. Having  yielded  to  this  competition,  and 
given  the  public  a  taste  of  low  fares,  any  increase 
of  their  rates  would  probably  drive  a  greater  part 
of  the  travel  back  again  to  the  river.  The  com- 
pany are'  in  a  dilemma  from  which  we  see  no  way 
of  escape,  and  which  supercedes  the  necefsity  of 
any  inquiry  as  to  the  manner  in  which  its  affairs 
liave  been  conducted.  If  the  route  be  such  that  the 
business  will  not  pay,  then  it  matters  not  whether 
the  road  lias  cost  $10,000,000  or  $20,000,000,  as  far 
as  the  question  of  income  is  concerned.  In  such  case 
no  management  can  correct  the  original  fault 
wiiich  consisted  in  building  the  road. 

The  road  in  fact  occupies  a  route  that  will  not 
pay.  At  the  rates  charged,  it  is  earning  nothing, 
and  any  increase  di  ives  its  business  to  other  chan- 
nels. The  greater  ]':irt  of  it  is  ihough  business,  and 
it  is  a  maxim  in  railroading  that  the  Mrouo'A  trafiic, 
never  pays ;  or  in  other  words,  it  is  the  local  traffic 
from  which  the  greatest  profit  is  derived.  The 
Hudson "Tiver  road  has  the  river  in  front  and  the 
Harlem  railroad  in  the  rear;  its  local  business  is 
therefore  drawn  from  a  very  narrow  belt  of  coun- 
try, without  large  towns,  and  not  distinguished  for 
its  productiveness.  During  the  season  of  naviga- 
tion, it  has  no  freight  traffic  worth  mentioning,  and 
(or  the  same  period  it  holds  its  passenger  traffic  on- 
ly by  submitting  to  ruinously  low  rates.  Such 
seems  to  be  a<^orrect  statement  as  to  the  condition 
and  prospects' of  this  company. 

Whifc  such  are  the  facts,  it  is  undoubtedly  true 
that  in  the  direction  and  management  of  the  com- 
pany, several  capital  blunders  have  been  commit- 
ted. The  road  has  cost  too  much  by  millions, 
which  have  been  lost  in  construction;  in  improvi 
dent  and  unwise  expenditures,  lor  we  do  not  think 
lhs.t  any jods  have  been  made  out  of  this  concern  by 
the  directors.  The  profits  included  in  the  construc- 
tion account  have  gone  into  other  hands.  It  has 
been  imfortunate  for  this  company  that  it  haa  had 
so  little  s^'mpathy  from  the  public,  which,  instead 
of  lending  a  helping  hand,  has  opposed  and  endea- 
vored to  thwart  its  plans  at  every  step.  The  conse- 
quence is  it  has  been  compelled  to  pay  enormous- 
ly for  everything;  lands,  right  of  way,  and  services 
of  all  kin^s.  It  has  made  no  appeals  for  public  sym- 
pathy, •  and  for  that  aid  which  is  often  far  better 
than  money,  the  good  will  of  the  public ;  and  it  pos- 
sesses neither.  The  inteinal  management  of  the 
company  has  been  bad  from  the  outset.  One  or 
two  parties  connected  with  the  road,  have  always 
exercised  an  overshadowing  influence  which  has 
been  felt  in  every  department.  To  this  fact  is  to  be 
auributed  the  constant  and  frequent  change  of  itg 
executive  officers  from  the  highest  to  the  lowest 
grade.  Persons  who  have  acquired  an  enviable  repu- 
tation fr6m  long  experience  on  other  roads,  em- 
ployed upon  thi^.,  have  disappeared  from  it  for  no 
other  reason  than  their  refusal  to  carry  out  the  will 
of  those:  who  Constituted  the  financial  strength  of 
the  company.  In  (act  since  the  road  was  first  com- 
menced, one  or  two  persons  have  virtually  filled  the 
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offices  ol  president,  chief  engineer,  treasurer,  super- 
intendent, etc.,  etc.  The  management  of  all  the  de- 
partments was  made  to  conform  to  their  idea  ot 
propriety.  Here  undoubtedly  has  been  a  great  er- 
ror. Because  a  man  has  wealth  or  great  business 
capacity,  or  stands  high  in  the  financial  circles,  he 
is  not  in  virtue  of  these,  presumed  to  be  qualified  to 
superintend  the  operations  of  a  roaor  its  engineer- 
ing department,  and  his  interferance  may  be  as  fatal 
to  its  success  as  were  his  efl'orts  necessary  to  secure 
the  means  for  its  construction.  "  Every  man  is  to  i 
hi  trusted  in  his  own  calling"  is  a  wise  maxim,  and 
the  violation  of  it  has  proved  destructive  to  the  in- 
terest of  other  projects  than  the  Hudson  river  rail- 
road. 

Our  only  object  in  the  above  is  to  convey  a  correct 
idea  of  the  condition  and  prospects  of  this  road. — 
We  have  argued  only  from  data  furnished  by  the 
company,  and  which  will  be  found  in  another  col- 
umn. Its  condition  is  fitted  to  inspire  sympathy 
rather  than  any  unkind  feeling.  It  is  a  great  work, 
calculated  to  promote  the  interest  of  this  city  in  the 
higheM  degree.  Those  to  whose  efforts  we  are  in- 
debted for  its  construction,  are  certainly  deserving 
a  very  different  reward  than  awaits  them.      , 

Ohio  and  Pennsylvania  Railroad. 

We  give  this  week  the  5ih  annual  report  of  this 
company,  which  presents  its  affairs,  and  future 
prospect,  in  a  very  favorable  light. 

The  road  was  one  of  the  pioneer  projects,  in  the 
recent  railroad  movement  in  Ohio.  It  commenced 
with  feeble  means,  before  confidence  had  begun  to 
be  felt  in  Western  roads,  and  v  hen  capital  was 
dealt  out  with  a  sparing  and  distrustful  hand.  The 
company  fortunately  secured  the  services  of  two 
gentlemen  to  take  charge  of  the  financial  and  en- 
gineering department,  who  not  only  brought  to  their 
respectiveduties  the  right  kind  of  ability,  but  whose 
selection,  contributed  to  secure  to  the  project  no 
small  amount  of  the  confidence  which  it  now  en- 
joys. By  dint  of  good  management  both  at  home 
and  abroad,  the  means  of  the  company  have  been 
increased  in  equal  ratio  with  the  progress  of  the 
work,  and  the  moment  of  its  completion,  is  the  pe- 
riod of  its  greatest  strength  and  popularity.  To  com- 
mence with  the  slight  means  at  the  command  of 
this  company  in  the  outset,  and  to  carry  its  work 
forward  with  a  steady  and  uniform  pace,  and  when 
completed,  to  show  its  securities  at  a  large  premi- 
um in  the  market,  and  its  stock  at  par,  is  no  com- 
mon event.  And  those  who  have  achieved  such 
results,  are,  more  than  most  men,  the  benefactors 
of  their  fellows.  The  actual  advantage  of  this  road 
to  the  country  traversed,  is,  we  have  no  doubt,  ten 
times  greater  than  its  cost,  in  addition  to  ail  the  di- 
rect revenues  that  it  will  yield. 

We  arc  free  to  speak  of  this  project  because  we 
have  been  somewhat  familiar  with  its  affairs  from 
the  start,  and  we  know  of  no  other  company  that 
have  had  greater  obstacles  to  encounter,  who  hnve 
surmounted  them  with  more  untiring  energy  a'  d 
resolution.  Other  companies  may  have  done  hs 
well,  if  so,  they  deserve  a  high  meed  of  praise. 

Accompanying  the  report  of  the  President  is  that 
of  the  Chief  Engineer  and  Superintendent,  S.  W. 
Roberts,  Esq.,  which  presents  more  in  detail,  the 
general  statements  of  the  President.  When  the 
full  report  is  received,  we  shall  refer  to  it  again. 

Pcnnsyl-ranla. 

Columbia  Railroad  Monopoly — We  learn  from 
Philadelphia  that  the  Pennsylvania  Central  rail- 
road company  have  purchased  the  interest  held  by 
I  Messrs,  Bingham  &  Dock  in  the  Columbia  road. 
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No.  of  miles  opened  Jan. 

1,1848. 

K               K                   11                  K 

1849. 

II                 CI                     II                   ■( 

1851. 

II         II            II           I' 

1852- 

11         II           II           II 

1853. 

Railroad   Iron. 

The  progress  of  our  railroads  is  an  interesting 
subject,  in  connection  with  the  supply  and  prices 
of  railroad  iron;  and  it  is  well  to  keep  the  former 
in  view,  as  a  means  of  estimating  the  probable  lu- 
ture  price  of  this  most  important  article  in  our  great 
enlerprizes.  "        .      • 

The  increased  mileage  of  bur  railroads  for  the 
past  few  years  has  been  as  follows  : 

Annual 
increase. 
5,565 

0,397         832 

8,856    ♦1.215 

10,814      1:958 

13,314      2,500 

We  estimate  the  mileage  opened  the  present 
the  mark.  Assuming  a  tavorable  condition  of  the 
money  market,  the  mileage  opened  in  1854  will  be 
at  least  3,500  miles.  On  the  1st  day  of  January, 
1855,  therefore,  or  a  little  less  than  two  years  Irom 
year,  to  be,  3,075;  which  certainly  is  not  above 
this  time,  there  will  be  20,000  miles  of  railroad  in 
operation  in  the  United  States.  In  the  meantime 
a  large  amount  of  double  track  will  be  laid,  say 
from  800  to  1,000  miles. 

At  the  present  weight  used,  it  requires  about 
100,000  tons  of  rails  to  every  1,000  miles  oi  new 
road.  Upon  all  the  railroads  in  the  United  States, 
therefore,  there  will  be  laid  on  the  first  day  of  Jan., 
1855,  over  2,000,000  tons  of  railroad  iron. 

But  the  amount  that  goes  into  rails  makes  but  a 
small  portion  of  the  aggregate  for  which  railroads 
create  demand  and  consumption.  The  consump- 
tion consequent  upon,  and  immediately  following 
the  construction  of  railroads,  is  probably  three 
times  greater  than  the  quantity  used  for  rail. — 
Should  this  estimate  prove  correct,  it  will  be  seen 
that  the  demand  for  rails  will  bear  but  a  small  pro- 
portion to  that  for  other  objects. 

How  is  this  demand  to  be  supplied  1  Largely  by 
our  own  works,  no  doubt.  We  shall  also  be  com- 
pelled to  obtain  extensive  supplies  from  the  foreign 
maker. 

We  state  these  facts  as  means  of  forming  a  cor- 
rect estimate  as  to  the  future.  From  the  data  giv- 
en, parties  must  and  will  make  such  figures,  as 
will  suit  themselves,  as  to  the  prospective  price  of 
rails. 

We  presume  the  make  in  this  country,  as  well 
as  in  Great  Britain,  will  be  rapidly  increased  to 
supply  the  immense  demand  which  is  inevitable. 


Air  Iilnc  Railroads 

We  have  the  satisfaction  of  stating  that  this  im 
portant  project  has  recently  been  placed  under  con- 
tract to  parties  who  unite  the  highest  respectability 
of  character  and  great  eiperience  in  railroad  con- 
struction, with  ample  faeans.  The  work  ol  con- 
struction will  be  commenced  immediately,  with  a 
design  of  completing  the  whole  road,  with.the  least 
practicable  delay. 

The  road  when  completed,  will  form  the  nearest 
practicable  loute  between  Boston  and  New  York, 
and  will  be  some  20  miles  at  least  shorter  than  any 
other.  In  addition  to  this  advantage  to  the  through 
travel,  no  portion  of  Connecticut  will  supply  a 
larger  local  business  than  the  line  traversed  by  this 
road.  It  is  densely  filled  with  a  rich,  industrious 
and  active  population,  which  as  yet  are  unsupplied 
with  suitakle  railroad  accommodation,  connecting 
with  the  two  great  eastern  markets.  New  York  and 
Boston. 

The   railroads  of  Connecticut  as  a  general  rule 

*  Two  years,  aveiaged. 


have  been  very  successful  enterprises.  They  are 
constructed  at  a  corcparatively  low  cost,  and  Ae 
numerous  manufacturing  establiehmenls  scattered 
over  the  whole  State  afford  a  large  and  lucrative 
traffic.  The  relations  between  these,  and  the  cities 
named,  are  must  intimate,  which  secures  to  the 
roads  a  very  large  freight,  as  well  as  passenger 
traffic. 

The  immense  freight  and  passenger  business  be- 
tween Boston  and  Ncw  York  is  well  known. 
There  are  ihree  daily  lines  made  up  partly  of  rail- 
roads ana  water,  and  two  by  railroad,  all  of 
which  are  well  patronized,  making  Jive  well 
supported  lines.  This  fact  must  be  a  sufficient 
guarantee  for  a  large  through  business  upon  the 
proposed  road,  while  at  the  same  time  there  can  be 
no  doubt  of  a  lucrative  business  from  local  traf- 
fic. 

Stock  and  Stoney  Market. 

During  the  present  week  there  has  been  a  very 
unsteady  stock  market,  principally  among  the  fan- 
cies For  the  first  lew  days  there  was  a  large  de- 
cline in  Erie,  Harlem  and  Hudson  River,  mo«t  ol 
which  have,  hoiv^ver,  nearly  recovered  their  old 
standing.  For  sound  securities  the  demand  con- 
tinues good,  and  money  remains  abundant  for  all 
practicable  purposes. 

The  principal  event  ol  the  week,  is  the  announce- 
ment of  a  new  loan  for  the  Erie  railroad  of  SlO,- 
000,000,  secured  by  a  mortgage  which  takes  pre- 
cedence of  the  S10,000,000  convertible  and  income 
bonds.  The  knowledge  ol  the  loan  appears  to  have 
had  a  favorable  effect  upon  the  securities  and  stock 
of  the  company. 
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NEW  YORK,  FEBRUARY  12,  1853. 

GOVERNMENT  AND  STATE  SECURITIES. 

U.  S.  5's,  1853 lOOi 

U.  S.  6's,  1856 J08i 

U.  S.6's,  Inoa 115 

U.S.  6's,  1862— coupon 115 

U.S.  6's,  1867 120 

U.S.  6's,  1868 120 

U.  S.  6's.  1B68— coupon 120 

Indiana  5's 101  i 

Indiana  2| 57 

"      CanalloanG's 96 

"      Canal  preferred  5's 40 

Alabama  5's 98 

Illinois  6's,  1847 89 

Illinois  6's — interest 61 

Kentucky  6's,  1871 110 

Maryland  6's llOj 

New  York  6's,  1854-5 108 

NewYork6's,  18»0-'61-'62 116 

New  York  6's,  1864-'65 119* 

New  York  6's,  J  v.,  1866 119i 

New  York  5j's,  l'860-'61 HI 

New  York  54's,  1865 112 

New  York  5's,  iS54-'55 106 

New  York  5's,  1858-'60-'62 108 

New  York  5's,  1866 113 

New  York  4j's,  1858-'59'u4 101 

Canal  certificates,  6's,  1861 

Ohio6'8,  1856 104j 

Ohio  6's,  1860 109J 

Ohio  6's,  1870 116i 

Onio6's,  1875 U6j 

Ohio5's,  1865 106 

Ohio7's,  1851 I05j 

Pennsylvania  5's 98 

Pennsylvania  6's,  1847,-'53 iQi 

Pennsylvania  6's,  1879.... 99 j 

Tennessee  5's 94 j 

Tennessee  6's,  1880 I08j 

Virginia  6's,  1886 '.iiOi 


CITY  SECURITIEI 

Brooklyn  6's 

Albany  6's.  1871-1881 

Cincinnati  6's 

St.  Louis 

Louisville  6's  1880 

Pittsburg  6's,  1869-1871 .., 

New  York  7's,  1857 

New  York  5's,  1858- '60... 
New  York  5's,  l870-'75... 

New  York  5's.  1890 

Fire  loan  5's.  1886 

PhiladelDhia  6's,  1876-'90. 

Baltimore  1870-SO 

Boston  5's 


veS- 


105 


BONDS. 


rAi 


ictV. 

,  1861 


ILROAD  BONDS. 

Erie  1st  mofgage,  7's,  1867 
Erie^  mo/lgage,  7's,  1859. 

Erie  income  7's,  1855 

Erie  convertible  bonds,  7's, 
Hudson  River  1st  mort.,  Ts,  lb69 
Hudson  River  2d  mort.,  7's,  1850 
New  York  and  New  Haven  7' 5,  1861 ... 

Reading  6V  1870 

Reading  mortgafe,  b's,  1860 

Michigan  c^Dlral,  convertible  8's,  1860 

Michigan  Southefn,  7's,  1860 

Cleveland,  Col.  a^d  Cin.  7's,  1 859 12; 

Cleveland  aod  Pittsburg  7's,  If  60 10 

Ohio  and  Pennsylvania  7's,  It  65 lUdi 

Ohio  Central  7's,  1861 j^ 

RAILROAD  STOCKS. 
[corrected  for  wednesdav  of  each  week. J 


Albany  and  S'henectady. .. 

Boston  and  Maine 

Boston  and  Lowell 

Boston  and  Worcester 

Boston  and  Providence  .... 

Baltimore  and  Ohio 

Baltimore  and  Susquehani^a 

Cleveland  and  Columbus , 

Columbus  and  Xienia 

Camden  and  Amboy 

Delaware  and  Hudson  .'canal) 

Eastern 

Erie L 

Fall  River L 

Fitchburgh [ 

Georgia u 

Georgia  Central 

Harlem , 

"      preferred. 

Hartford  and  New  Haven.... 
Housatonic  (preferred) 
Hudson  River,,.i  ..... 

Little  Miami  ...1 

Long  Island 

Mad  River 

Madison  and  Indianapolis 

Michigan  Central 

Michigan  Southern 

New  York  and  New  HaTen... 

New  Jersey 

Nashua  and  Lowell 

New  Bedford  and  Taunton .... 

Norwich  and  Worcester 

Ogdensburgh 
Pennsylvania 


Feb.  3. 

113i 

105 

105i 

105 
90 
904 
33 

12!i 


.149 
.130 
.  98 
.  91 


102 


Feb.  iq 
114 

106  , 
I03f 

8;>i 

90} 

34 

125; 

150 
130 

98 

92 
1044 
102 


69i 
115 
123 

35 
4.   70 
1191 

38i 

99 
105 
]06{ 
125 
115} 
129 


117 
5IJ 
271 
. 50 

Philadelphia,  Wilm'gton&.  Bali  40 
Petersburg ' 

Richmond  and  Fredericksbur; 
Richmond  and  Petersburg... 

Reading 

Rochester  and  Syracuse 

StoningtoD 

South  Carolina 

Syracuse  Ani  Utica 

Taunton  Branch. * 

Utica  and  Schenectady ...... 

Vermont  Central 

Vermont  and  Massachusetts.... 

Virginia  Central 

Western 

Wilmington  and  Raleigh 


i 


69i 

I '5 

129 

35 

68 

lieO 

•39i 

99 

105 

1074 

124 

II64 

129 

117 
52i 
281 
49| 

40} 

1^ 
35 

87J 
126 

57. 
I22| 
I46i 
115 
149 

2U 

m   i 
40 
lOli 

r  '"1 

Railroad   Lantei  ms.  > 

Our  readers  will  find  an  adver  lisement  of  tretf 
variety  of  railroad  Lanterns  in  another  pa^e 
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122| 
146i 
115 
1153 
20i 
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40 
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Quebec  and  Richnaond  Railroad. 

We  find  in  Herapalh's  London  Railway  Journal 
a  commuDic^tioD  from  Mr.  Ross,  the  engineer  of 
this  road,  which  conveys  a  very  correct  idea  ol  its 
objects  and  character.  It  is  a  work  indispensible 
to  the  prosperity  of  Quebec,  the  great  seaport  of  the 
Canadas.  In  the  summer  season  it  will  be  the  fa- 
vorite route  of  pleasure  tours  in  this  country,  and 


a? 


iheir  construction  is  not  considerably  objected  to 
on  this  account,  their  cheapness  being  taken  into 
consideration.  So  with  the  cost  of  operating  our 
roads.  We  are  quite  sure  that  we  manage  them 
more  economically  than  any  other  people.  How- 
ever this  may  be,  we  put  passengers  over  them  at 
the  rate  of  from  30  to  40  miles  per  hour,  and  con- 
tir  ue  to  make  them  pay  from  C  to  12  per  cent,  upon 


maDagenicnt  and  proper  coDstruction. 

Maeon  and  IVestern  Railroads 

The  report  ol  this  company  just  published  pre- 
sents the  following  results  of  the  operations  ol  the 
road  for  the  past  year.  The  gross  earnings  for  this 
period  have  been  8269,1)55  93,  and  the  expenses 
chargeable  to  the  same,  SI  16,358  74 — leaving  net 
$153,697  19.  II  to  this  be  added  the  amount  at 
credit  of  profit  and  loss  per  last  report,  proceeds  of 
old  iron,  and  bonds  issued  since  last  report,  we 
have  the  sum  of  S'238.2-2l  10.  Out  of  this  the  fol- 
lowing disbursements  have  been  made— to  wit: 
Paid  dividends  Nos.  1 1  and  12m  Febru- 
ary and  August  last $97,120  00 

Interest  on  Bonds 10,780  00 

State  and  City  Tax 3,315  75 

Paid  forjconj^tructiou.  new  Engines  Cars 

&c. . . . '. 19,425  8-2 

Bonds  redeVlncd  and  cancelled 5,000  00 


•will  be  then  thronged  with  travel.  The  country  [their  cost,  which,  after  all,  is  the  best  test  of  good 
about  duebec  presents  some  of  th^  finest  scenery 
in  the  world,  and  is  one  of  the  few  places  on  this 
continent  possessing  great  historic  interest.  One 
hundred  years  ago  a  great  battle  before  its  walls  de- 
cided the  long  contest  between  England  and  France 
lor  supremacy,  and  left  the  Anglo  Saxons  the  do- 
minant race  on  this  continent,  an  event  which  has 
been  loUowed  by  the  most  momentous  results. 

It  is  a  hallowed  spot  too  in  our  own  recollection, 
from  the  achievements  and  suffering  of  ourpeople, 
during  the  war  ol  the  revolution.  It  is  also  the  old- 
est city  in  the  United  States  or  Canada ;  and  as  far 
as  its  appearance  and  the  character  of  a  large  por- 
tion ol  its  population  is  concerned,  we  get  by  vis- 
iting it  a  good  idea  of  a  city  of  the  old  world  with- 
out the  disagreeable  necessity  ol  crossing  the  ocean. 
These  considerations  render  duebec  a  most  attrac- 
tive point  to  the  pleasme  tourist,  with  all  the  pre- 
sent inconveniences  of  travel.  With  a  railroad,  and 
one  too  traversing  a  beautiful  section  of  country, 
ten  persons  will  visit  it  when  one  now  does. 

Ill  the  winter  duebec  is  entirely  cut  off  from  the 
commercial  woild,  to  the  great  injury  of  all  its  in- 
tere--ts.  The  above  road  will  supplj^  tlie  conditions 
wanting  to  secure  to  her  a  growth  corresponding 
to  that  of  other  cities  similarly  situated  in  this 
country.  During  the  period  in  which  navigation 
is  closed,  this  road  must  constitute  the  channel 
through  which  the  wants  of  some  300,000  people 
will  be  supplied.  In  connection  with  the  St.  Law- 
rence and  Atlantic  and  Atlantic  and  St.  Lawrence 
railroads,  those  people  will  be  brought  into  connec- 
tion with  Montreal  and  with  Portland,  where  is 
one  of  the  best  harbors  in  the  United  Stales.  We 
are  pleased  to  learn  that  a  road  of  so  much  import- 
ance is  making  very  rapid  and  satisfactory  pro- 
gress, 

Mr.  Ross  speaks  in  high,  but  deserved  terms,  of 
Mr.  A.  C.  Morton,  one  of  our  most  distinguished 
and  competent  engineers,  to  whom  i  the  Provincial 
and  numerous  important  railroads  in  the  United 
States  are  so  much  indebted  for  the  present  favor- 
able position  they  nujv  occupy.  We  are  sorry  to 
add,  however,  that  when  he  ■speaks  of  the  railroads 
in  the  United  States,  he  makes  himself  quite  ridi- 
culous.   In  his  report  he  says : —     i 

"  As  to  the  character  of  the  works  of  construction, 
in  the  Unit^i  States  these  are  generally  (indeed. 
almost  without  exception)  of  a  very  indifferent  and 
temporary  kind — so  much  so,  as  to  deter  any  trav- 
elling beyond  20  miles  periiour,  and  even  at  this 
speed  a  journey  is  rarely  performed  without  some 
accident  or  mishap,  owing  to  the  imperfect  state  of 
the  road,  the  consequences  of  which  are  apparent 
in  the  cost  of  working.  And  in  every  instance  in 
which  I  have  seen  any  account  published,  it  is  more 
than  double  the  cost  per  mile  common  to  railways 
in  this  country,  and  with  loads  not  reaching  one 
quarter  the  extent  they  do  here,  besides  the  liabili- 
ty (frequently  occurring)  of  the  large  timber  struc- 
tures with  which  they  cress  the  rivers  taking  fire, 
and  causing  a  complete  cessation  of  travel  until 
the  damage  is  repaired." 

All  this  is  entirely  incorrect.  Oupr  leading  roads 
ia  the  Northern  States,  are  not  only  well  built,  but 
they  run  at  a  speed  fully  up  to  the  limits  of  true  econ- 
omy. The  destruction  of  our  wooden  structures 
by  fire  is  of  very  rare  occurrence — so  much  so,  that 


I  $165,641  57 

Leaving  a  balance  in  hand  of  $72,579  53  to  be 
appropriated  to  dividend  and  reserved  fund. 

There  was  a  decrease  in  passenger  earnings,  as 
compared  with  the  year  1851,  of  lOj  per  cent.,  and 
an  increase  of  freight  earnings  oi  72  per  cent. 
The  aggregate  increase  of  earnings  was  27j  per 
cent.,  which,  on  the  whole,  is  a  satisfactory  result, 
as  the  Superintendent,  Mr.  Foote,  reni.irks.  He 
entertains  a  confident  belief,  that  this  increase  will 
be  continued. 

The  expenses  of  operating  the  road  have  been 
about  11  .per  cent,  more  than  lor  the  previous  year. 
This  is  partly  accounted  for  by  the  greater  amount 
jf  fuel  and  material  for  repairs  of  road  purchased 
during  the  year,  and  now  on  hand.  The  whole  ex- 
penditure for  the  year  is  about  43  per  cent,  of  the 
gross  earnings. 

The  c»8t  of  new  engine,  new  depot«,  machine 
•shops,  freight  cars,  &c.,  will  involve  an  outlay  of 
about  iji75,000,  a  large  portion  ot  which  will  be  re- 
quired during  the  present  year.  When  these  are 
made,  the  President  says,  "  the  road  will  be  com- 
plete in  all  its  departments,  and  no  further  outlay 
will  ever  be  required ;  and  as  the  increasing  busi- 
ness and  profits  of  the  road  are  amply  sufficient  to 
warrant  it,  he  recommends  an  increase  of  capital 
stock  for  tnis." 

The  Board  in  January  last,  authorized  the  issue 
and  sale  of  the  company's  bonds  to  the  amount  of 
§65,000,  for  the  purpose  of  meeting  contracts  pre- 
viously made,  for  new  construction,  new  engines, 
cars,  &.C.  But  the  funds  accruing  from  the  sale  ol 
old  iron,  obviated  the  necessity  of  selling  more  than 
ii;38,000  of  them. 

The  netp  passenger  depot,  freight  warehouse, 
&c.,  at  the  junction  of  the  Central,  Southwestern, 
and  Macon  and  Western  tracks,  in  Macon,  are 
under  wsy,  and  will  be  completed  early  the  present 
year.  Nothing  has  been  done  in  Atlanta  towards 
remedying  iht  badly  arranged  tracks  and  build- 
ings there. 

The  T;homaston  and  Barne.<ville  railroad  com- 
pany have  completed  the  location  of  their  road 
from  Thomastou  to  Barnesville,  and  contracted 
with  John  D.  Grav,  Esq.,  tor  grading  the  whole 
line.  This  road  is  to  connect  with  tbe  Macon  and 
Western  at  Barnesville,  and  extend  to  the  flourish- 
ing town  of  Thuma.ston,  in  Upson  county;  and 
when  finished,  the  President  believes  it  will  not 
only  secnr«'  the  business  now  and  heretofore  re- 
ceived frohi  that  town  and  county,  but  will  un- 
questionably bring  to  ilu-  Macon  and  Western 
road,  much  new  and  prolitable  business  from  the 
counties  of  Talbot  and  Meriwether,  which,  with- 
out this  road,  will  be  diverted  in  a  difierenl  direc- 
tion. 

At  the  annual  meeting  the  following  gentlemen 


were  elected:  Isaac  Scott,  President;  Directors, 
Andrew  Low,  Edward  Padelford,  J.  C.  Levy,  Cha». 
Moran,  Drake  Mills,  Adam  Norrie,  Ker  Boyce, 
F.  C.  Matthiesson,  N.  C.  Munroe,  J.  B. .Ross, 
James  Thweatt,  C.  J.  McDonald. 

The  following  is  the  financial  statement  of  the 
company's  affairs  1st  Dec.  1652. 

Construction  account $1^276,422 

Difference   between   the  par    value    of 
shares  and  the  amount  as  issued  to 

stockholders 215.28200 

Griffin  Plank  roak 12,00000 

Assets ..$96,05136      •       , 

Liabilities 2,47183  ' 

92,579  53 


$1,596,283  53 
Capital  stock   12,140  shares  at  $100  per 

share 1,214,000 

Bonds $173,000 

Less  amount  cancelled 5,000 

168,000 

Reserved  fund 35,000 

Profit  and  loss 126,91900 

Iron  account,  sale  of 53  364  52 


$1,596,283  53 


Pennsyliraiilat 

Philadelphia  and  Reading  Railroad  Company. — 
At  an  election  of  this  Company  for  officers,  held 
January  10th,  the  following  named  gentlemen  were 
unanimously  elected  to  serve  for  the  ensuing  year : 

President — John  Tucker 

Managers.— Stm\\e\  Norris,  Charles  S.  Boker, 
Robert  D.  Cullcn,  George  W.  Richards,  Matthias 
S.  Richards,  Christopher  Loser. 

Secretary  aiul  Treasurer— SzuxyxeX  Bradford. 

Soutbern   Mlcbtgaii  and  ITortbern  Indiana 
Rallroadi 

Below  we  give  the  semt-annual  statement  of  the 
financial  condition  of  this  company,  upon  the  first 
day  ol  January  1853. 

In  presenting  the  foregoing  exhibit  we  have  two 
sources  of  gratification; — in  the  favorable  state  of 
theCo's  affairs,  which  furnish  an  excellent  illustra- 
tion, in  result  of  what  we  have  so^ften  attempted 
to  prove  the  productiveness  of  western  railroads; 
and  in  the  excellent  example  set  by  these  company's 
in  making  a  full,  lucid  and  satisfactory  exhibit  of 
their  affairs  upon  making  a  dividend.  The  two  acts 
should  always  go  together;  and  the  statement  in 
the  present  case,  is  alike  creditable  to  the  company 
and  the  success  of  the  road. 
The  business  of  these  companies  the  past  6  months, 
large  as  it  has  been,  must  be  much  larger  for  the 
future,  not  only  from  the  rapid  progress  of  the  west- 
ern states  in  wealth  and  population,  but  i>om  the 
more  favorable  relations  it  bears  to  other  roads. 
The  completion  of  the  Toledo,  Norwalk  and  Cleve- 
land load,  which  connects  with  this  road  at  Toledo 
forms  a  direct  outlet  east,  while  from  its  western 
terminus,  Cliicago,  railroads  are  making  the  most 
rapid  progress  in  every  direction.  At  that  poiut 
concentrates  ihetraae  of  thegreaterportionof  Illin- 
ois, Missouri,  Indiana  and  a  large  portion  of 
Wisconsin,  embracing  an  aggregate  population  ol 
1,500,000.  For  this  vast  aggregate,  the  above  road 
with  its  connections  constitutes  the  only  present 
outlet  by  railroad.  The  travel  from  the  present 
year  must  therefore  be  greatly  in  excess  of  the  past. 

Its  local  business,  too,  must  increase  very  rapidly 
from  the  fact  that  it  traverses  an  exceedingly  fertile 
section  of  country,  though  but  slightly  developed 
from  its  very  recent  settlement. 

The  Northern  Indiana  road  was  opened  for  use 
through  its  entire  length  in  June  1852,  thus  furnish- 
ing, in  connection  with  the  Michigan  Soutnern  R. 
R.  a  direct  communication  from  Chicago  to  Lake 
Erie  at  Monroe  and  Toledo. 
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In  pursuance  of  agreements  made  between  the 
two  companies,  the  entire  line  from  Chicago  to 
lake  Erie  has  been  operated  and  managed  as  one 
road  since  the  first  day  of  July  1852. 

The  gross  earnings  for  the  six  months  ending 
Dec.  31,  1852,  were  as  follows: 

1852  Passengers.  Freight.  Mails,  &  Misc.  Total. 
July.854,303  b8  S23, 1  68  80  S42  84  S77.515  52 
Aug.   63,403  42    28,063  58      126  40 

46,972  02 

52.051  46      " 
5(!,805  74    3,704  98 


Sept.  68  317  96 

Oct.  79,180  75 

Nov.  41,573  12 

Dec.  25,444  43 
Mail 


26,269  29 


22,75e  33 


91  593  40 

115.289  98 

131,232  21 

102  083  84 

51,713  72 

22,758  33 


332,223  56  233,330  69  26,632  55 

The  expenditures  for  the 
same  period  have  been  :  ■ 

For  operating  and  repairs 

ol  road   and  equipment,  . 
rents  paid  tc  the  Erie  and 
Kalamazoo   road,  taxes, 
and  the  general  manage- 
ment   293,046  75 

For  interest 92,653  41 


592,187  00 


MAl.N  LINE. 

Main  line  of  the  Michigan"! 

Southern  road  ...     . .  131  \^^^  ^^-^^^ ^^^^  ^^^^ 
Main   line  northern  led.        [ 

road nSJ 

BRANCULS. 

Tecumseh  Branch 10  miles 

Constantine  Branch....  4  " 
Erie     and     Kalamazoo 

Branch 33  '■ 

Michigan  City  Branch.  14  " 

Goshen    Branch 10  '' 

71     "Braochefe. 


385,700  16 


Net  earnings  for  six  months $206,486  84 

The  Income  Account,  on  the  1st  Jan.  1853,  stood 
as  follows : 

1852.  Balance  of  income  account  July 

1852 S49,614  70 

Gross  earnings  for  six  months  as  per 

.    the  preceding  statement 592,187  00 


Less    operating  expenses, 

rents,  taxes,  etc S293,046  75 

Interest 92,653  41 


$641,801  70 


30  first  class  pas^nger  cars. 

8  second  class 
13  Emigrant 
12  baggage 
6  post  office 

& 


Cattle  racks. 

Platform  cars,  equal  to  4  wfceels. 

Covered  cars,  equal  to  4  whpels . 


385,700  16 


1853.  Jan.  1st.  Balance  to  the  credit  of 
this  account 8256,101  54 

A  semi-annual  dividend  of  5  per  cent. 
up<.n  the  capital  stock  ol  the  compa- 
nies was  paid  on  the  3rd  of  Jan.  inst. 
amounting  to. 124,970  52 


Total  miles .  .. 315 

All  the  roads  (except  the  Tecurasch  Branch  of 
10  miles)  are  laid  with  a  substantial  rail  of  58  lbs. 
to  the  yard. 

T/ie  financial  cffndUion  of  Ihc  companies,  on  Uic  \sl 
day  of  January,  18.53,  was  as  follows  ; 

1853.  Dr. 

Jan.  1.  To  capital  stock  of  the  Mi- 
chigan Southern  railroad  compa- 
ny  Sl;-244,500  00 

Michigan  Southern  railroad  8  per 
cent  bonds,  due  July,  1853. .......        30,664  00 

Do.  7  per  cent,  mortgage  bonds,  due 

1860 '. 995,000  00 

Do.  8  per  cent,  bonds,  due  in  1857...       500,000  00 

Amount  owing  to  the  State  of  Michi- 
gan, payable  850,000  per  annum, 
with  interest  at  6  per  cent 150,000  00 

Bills  payable 263,547  39 

Capital  Slock  of  the  Northern  Indiana 
railroad  company 1,254,910  58 

7  per  cent  mortgage  bonds.  Northern 
Indiana  railroad  company,  due  in 
1861 981,000  00 

Do.  bills  payable . .- 500,752  72 

Dividends  due 3,770  13 

Erie  and  Kalamazoo  railroad  bonds, 
due  in  1862 250,000  00 

Income  account 256,101  54 


Leaving  a  balance  of  income  account, 
alter  payment  of  dividend  of $131,131  02 

Against  this  balance  there  ha«!  been 
charged,  for  extraordinary  expenses 
incurred  in  forming  the  boat  connec- 
tions upon  lakes  Eric  and  Michigan 
during  the  past  season 34,357  86 


Leaving  to  the  credit  of  the  income  ac- 
count   $96,773  15 

This  road  was  opened  for  use  at  a  period  when 
business  arrangements  for  the  year  had  been  gene- 
rally formed. 

Owing  to  delay  in  fulfilling  contracts  by  manu- 
facturers and  contractors,  it  was  deficient  in  loco- 
motive power  ,and  in  accommodations  for  the  trans 
portation  and  storage  of  freight.  It  was  also  with- 
out railroad  connections  at  the  east  or  the  west  and 
dependent  for  all  its  through  business  upon  the  lake 
boats,  (and  for  a  portion  ol  the  time  without  any 
such  connections  upon  lake  Michigan.)  Its  busi- 
ness was  interrupted  by  the  relaying  of  thirty  miles 
ot  track  during  the  fall ;  its  machine  shops  were 
uncompleted,  and  the  efficiency  of  its  machinery 
thereby  impaired,  while  the  expense  of  repairs  was 
increased ;  and  it  was  subject  to  large  incidental 
expenses  necessarily  attending  the  bringing  into 
use  ol  a  long  line  of  new  road,  of  which  186  miles 
had  been  opened  to  the  public  within  18  months 
Irom  the  commencement  of  its  construction ;  and 
it  met  with  an  active  competition  for  all  its  through 
business,  from  an  old,  thoroughly  organized  and 
powerful  rival  company. 

In  view  of  these  circumstances,  the  directors  re- 
gard the  result  of  their  current  hall-year's  business 
as  not  only  highly  satisfactory  but  also  as  fully 
justifying  their  most  sanguine  expectations  as  to 
the  value  and  productiveness  of  the  stock  of  these 
companies. 

Tke  length  of  roads  of  the  companies  is  as  fol- 
lows ; 


1853. 

Jan.  1.  By  construction    Michigan 

Southern  road 

Do.  Northern  Indiana  road 

Do.  Erie  and  Kalamazoo  road 

Steamboats 

iron  rails  on  hand 

Wood  and  materials  on  hand 

Bills  and  sums  receivable 

Cash  in  banks 

Do.  in  hands  of  Superinlendant  and 

agents 


c:;6,430,246  36 
Ce. 


$2,868619  38 

2.585.705  95 

'247,180 

141.810 

118000 

45,982 

169,397  91 

75,950  59 


177.599  32 


36,430,246  36 


From  the  foregoing  statement  it  will  be  seen, 
that  after  deducting  the  cash  and  other  property  on 
hand,  the  present  actual  investment  in  the  construc- 
tion andequipmentof  the  315  miles  of  road  is  about 
six  millicns  of  dollars.  This  is  less  than  $20,000 
per  mile — a  cost  not  exceeding  one-th«rd  to  one-halt 
the  cost  of  similar  works  in  New  York  and  the 
Eastern  States — and  being  also  very  considerably 
below  the  average  cost  per  mile  of  other  first  class 
roads  in  the  Western  States— as  will  appear  Irom 
the  following  comparative  statement : 

315  miles  roads  of  Mihcigan  Southern  and  North- 
ern Indiana  companies,  cost  $6,000,000,  equal  to 
$19,000  to  $20,000  per  mile. 

280  miles  Michigan  Central,  cobt  S8.000,000  to 
$8,500,000,  equal  to  $28,000  to  $30,000  per  mile. 

126  miles  Cleveland  and  Columbus,  cost  $3,250,- 
000  to  $3,500,000,  equal  to  $26,000  to  $27,000  per 
mile. 

83j  miles  Little  Miami  road.  $'3:634.000,  equal 
to  $31,500  per  mile. 

Owing  to  the  large  amount  ol  business  oflferiug, 
it  is  necessary  to  provide  an  ample  equipment. — 
The  equipment  accouts,  ou  the  1st  day  ul  January, 
1853,  were  about  $600,000.  This  must  be  consid- 
erably increased,  in  order  to  meet  the  demands  of 
business. 

The  equipment  on  1st  of  January,  1853,  consist- 
ed of  46  locomotives,  of  Irom  16  to  22  tons  each. 


30 
148 
547 


Total 793 

Eight  additional  locomotiv  es,  and  150  freight  cars 
have  been  conlracted  lor,  and  will  be  ready  loi  the 
business  of  the  present  seast  n. 

The  prospects  for  a  large  business  for  this  com- 
pany for  the  current  year  are  rendered  ceriaii  by 
the  completion  of  the  entire  I  neol  Lake  Shore  road 
between  Toledo,  Cleveland  And  Buffalo.  The  last 
link  in  the  chiain  between  IJlevcland  and  To  edo 
was  completed  on  the  24th  January  instant.  To 
meet  the  increasing  travel  it  has  been  found  neces- 
sary to  run  an  additional  da  ly  train — thus  proirid- 
ing  a  morning  and  evening  train  between  To  edo 
and  Chicago.  This  will  commence  runninji!  on 
the  7th  February  next.  The  Chicago  and  Rock 
island  road,  from  Chicago  t)  Lasaile,  at  the  head 
of  navigation  on  the  Illinois  river,  100  miles  f 'cm 
Chicago,  will  be  opened  in  j>farch  ensuing,  "his 
road  is  a  most  important  tributary  to  the  busi  less 
of  the  Northern  Indiana  con  pany.  and  will  dr<  w  a 
large  share  of  the  travel  11  cm  St.  Louis  for  the 
East.  I  John  1  .  Jervis,  Preside^. 

EpwiN  C.  LiTCHFiELn,  Treasurer. 


'  Hudson  fllver  |R.«tlroad. 

Rilurn  of  Ike  Hudson  River  Railroad,  undeA  the 
Lmws  of  Neit  York,  for  tk  year  ending  Sen  em- 
ber 30,  1852. 

Capital  .stock  as  by  charter. 

Amount  of  stock  subscribed 

Amount  paid  in,  as  by  last  rebort 3,703,22^T;i3 

Total  amount  pow  paid  in  o :  capital 


$4,000,000  (fc 
3,753  4-/5  9n 


Slock i I S,740,5I]i  99 

Funded  debt,  as  by  last  rcpoi  t 5,646,88- 1  IhJ 

Total  amount  now,  of  fundeildebt...  6,046,39; ■  00 

Floating  debt  as  per  last  report 159,427  58 

The  amount  now,  of  floaiin|  debt. ,.  956,590  42 
Total   amount  now,  o(  luni 


floating  debt. 


Average  rate  per  annum  of]  interest 
on  funded  debt 


cosTior  aoAU  and 


For  graduation  and  mason 


led  and 


7,002,93{i  42 


sevenf  pe 

ICaUIPMENT. 


As  per  last 
report. 


To  pre  >ent 
time , 


cl. 


Bridges.... 

Superstructurd,  fncluding 
iron 

Passenger  and  freight  sta- 
tions, engine  and  car  hou- 
ses, machine  shops,  ma- 
chinery  

Land,  land  damages  &  fen- 
ces  

Locomoti\'es  and  fixtures 
and  snow  plows 

Passenger  and  baggage 
cars 

Freight  and  other  cars 

Engineering  and  agencies. 

Other  expenditures,  not  enu- 
merated above,  including 
interest  on  stock , 


..$4,249,990 
174,345 


S4,65€ 


636 


234,668 


1,777,524       1,851 


469 


Total ■ $0,305,551  $10,527,|«54 

OF  ROAD. 

144  ui|es 

ncluding  sid- 


CHARACTEKISTICS 

Length  of  road 

Length  of  double  track,  i 
ings 

Weight  of  rail,  per  yard,  on 
Number  of  engine  bouses 
engine  houses  and  3  shops 
f  passenger  cark 
I  78 ;  do  2nd 
-(  grant,  4 
I  and  express 
l^cars  44'" 


Rated  as  8 
wheel  cars. 


anl 


class 
bagj; 


444,434 

796,216 

163,926 

146,651 

77,811 

416,021 


575,174 

^849,760 
319, 7M 


1( 


695^2* 
3I8,U39 


466 


,058,630       1  087, 


pg 


171 


main  track, 
shops,  six 
engines... 
,  1st  class, 
s  and  emi- 
age,  mail 
19;  fre't 


55 
70 

44 


dc. 
Ilk  I 


cars, 


"V-'^n*  •yi'p  T.>»»'-".»a'"'«"VlJ"'«if"'  i^Mi.^.'fw  VJJ.  ,.,'■!■»".■ 
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AJMLERIdAM     RAILROAD    JOURHAIi. 


DOINGS  OF  THE  YEAR  IN  TRANSPORTATION. 


Miles  run  by  passenger  trains.... 

Miles  run  by  Ireight  trains 

Rate  ot  tare  per  mile  charged  to 
passengers,  in  respective  cias.s- 
es I 

Number  ol'  passengers  (all  classes) 
carried  in  cars 

Number  of  miles  travelled  by  pas- 
sengers  

Number  o(  tons,  of  2,000  pounds 
ot  freight  carried  in  cars 

Total  movementof  freight,  or  num- 
ber of  tons  carried  one  mile ... . 

Average  rate  of  speed  adopted  by 
ordinary  passenger  trains,  inclu- 
ding stops,  (miles  per  hour) 

Rate  of  speed  of  same,  when  in 
motion 

Average  rale  of  speed  adopted  by 
express  trains  includins?  stops. . . 

Rate  of  speed  of  same,  when  in  mo- 
tion  

Average  rate  of  speed  adopted  by 
treight  trains,  including  stops... 

Rate  of  speed  of  same  whe>)  in  mo- 
tion  

Average  weight  in  tons  of  passen- 
ger trains,  exclusive  ot  passen- 
gers and  baggage 

Average  weight  in  tons  of  freight 
trains,  exclu.sive  of  Ireight 

The  amount  of  freight  in  tons.... 

The  product  ot  the  lorest 

Do  of  animals 

Vegetable  food 

Oilier  ai^ricultural  products 

Ma  nil  tact  n  res 

Mei  chahdise 

Other  articles 


535,968 
244,289 


ent  to  2  cents. 

1,125,633 

47,464,368 

65,045i 

7,634,678 

27,6*-100 
35 

35.5a-100 
45 
16.65- 100 


25 


Tons. 


78} 

128j 
65,045} 

1.017J 
22.247} 

3,497 

9,820 
10,630 
14,078| 

3,755 


EXP£N8RS  OF    MAINTAINING    ROAD. 


Amount. 

Repairs  of  road-bed  and 
railway,  excepting  cost 
ot  iron,  {sec  lata) $59,512 

Depreciation  of  way 

Repairs  of  buildings 780 

Repairs    of    fences    and 

gates 23 

Taxes  on  real  estate 10,S46 


ALLOTTED  TO. 

Pass.   Freight 
tratspor-   trans- 
lation, purtat'n 


»49,674    S9,837 
""526     "*266 


15 
10.231 


8 
615 


Totals $71,163    S60,44l     10,721 

EXPENSES  OP    REPAIRS  01'    MACHINERY. 

Repairs  of  engines  and 


lenders S62,325 

Repairs  of  passenger  and 

baggage  cars 34,907 

Repairs  of  freight  cars. .      4,594 
Repairs  of  tolls  and  ma- 
chinery in  shops 3,289 

Incidental  expenses,  in- 
cluding oil,  luel,  clerks, 
watchmen,  etc.,  alx)nt 
shops 9.912 


$51,550 
34,907 

1,526 


10,775 

4^594 
763 


8,608      1,304 


Totals U  4,029  $96,592  $17,437 

BXPENSES    or    OPERATINli    THE  HOAD. 

Office  expenses,  station- 

ery,etc $8,822      $5,881 

Agents  and  clerks 27,490     21,326 

Labor,  loading  and  un- 
loading freight 20,821 

Porter,    watchmen    and 

switch  tenders 78,438      68i258 

Wood  and  water  station 

attendance _    7,888        6,259 

Conductors,  baggage  anJl 

brakemen  i<  32,881      26,921 

Enginemen  and  firemen.    24,421      21,281 

Fui»l,  cost  and  labor  pre- 
paring  169,858 


$2,940 
6,163 

20,821 

10,179 

1,629 

5,990 
3,140 


<^il  and  waste  for  engines 

and  tenders 12  541 

Oil  and  waste  tor  Ireight 

cars 2,218       2,218 


141,238    28,619 
10;394      2,147 


1,878 


Do.,  do.,  for  passenger  & 
baggage  cars 4,745        4,745 

Loss  and  damage  of  gooits 

and  baggage 2,504  626 

Damages  lor  injuries  to 
persons 7,253        5,329      1,924 

Damages  to  property,  in- 
cluding damages  by 
fire  aud  c»ttle  killed  on 
road...., 1.730 

General  superintendence.    3,979 


Contingencies 76,472 


1,153 

3,652 

70.981 


576 
326 
5,490 


Totals $482,068  $388,051  $94,017 

EARNINGS    AND    CASH    RECEIPTS    AND    PAYMENTS. 

1st.  Earnings: 

From  passengers.  ...4. $782,396  49 

From  treight .' 230,803  36 

From  other  sources 44  457  4(i 


'i  $1,063,659  31 

2d.  Receipti: 

From  passengers $783,281  18 

From  Ireight 228,043  44 

From  other  sources 45,368  62 

3d.  Payments  other  than  for  construction  : 

For  tran.sporiaiion  expenses $721,876  55 

For  interest  and  renis 409,264  72 

Milwankec  and  Aligsisslppi  Uailroad. 

Si^ki/tciU  of  Us  J'\nancutl  Affairs  ending  Dcccm- 
l  3er  3 1,1852. 

DEBTOR, 

Stockholders $;337,961  87 

Construction,  expenditures  for  engin- 
eering, right  of  way,  grading,  super- 
structure, depot  buildings,  and  in- 
cluding pay  to  J.  &  S.  Chamberlain, 
contractor $251,286  23  944,527  02 

Real  estate,  iuclnding  Milwaukee  de- 
pot grounds .^ 33,155  07 

General  expenses,  embracing  officers' 
salaries,  otijre  rent,  printing  and  sta- 
tioenry,  taxes,  loan  and  mortgage  ex- 
penses, etc 65,150  1 1 

Special  expenses— losses  and  expenses 
connected  with  the  Cryder  fraud. ..      18,596  71 

Interest,  including  interest  on  mortgag- 
es, road  and  city  bonds 95.918  57 

Personal  properly 9,379  03 

Debts  and  bills  receivable,  including 
mortgages  of  stockholders  on  hand 
and  with  the  City  Treasurer,  and  a- 
mounl  of  cash  subject  to  draft  in 
hands  of  the  fiscal  agent  of  tne  com- 
pany inj^ew  York 200.410  04 

Treasurers 60,663  17 

CREDIT. 

Stock 1,067,900  90 

Bonds,  ten  per  cent.  R.  U.  bonds  now 
outstanding  74  000,  8  per  cent  R.  M. 
bonus  sold  and  exchanged  for  ten  per 

cent  bonds,  492,000 566,000  00 

Income  account,  balance : 43,095  67 

Bills  payable  and  other  liables 81,281  33 

Warrants  on  the  Treasurer,  outstand- 
ing  , 4,48G  09 


$1,763,763  09 
Wm.  Tai.vtor,  Secretary. 


'Wilmington  and  Mancheatcr  Rallroadi 

The  Wilmington  and  Manchester  railroad  com 
pany  has  completed  about  100  miles  of  their  line, 
about  50  miles  at  each  end.  The  entire  line,  (161 
miles)  will  be  completed  and  in  operation  by  the 
1st  of  June  nextj^  They  now  carry  the  great  South- 
ern mail,  using  stage  coaches  between  the  comple- 
ted portions.  Iron  rails  to  complete  the  whole  road 
have  been  purchased  and  are  on  the  ground,  and 
are  being  laid  down  as  fast  as  po.>-.sibie.  These 
rails  were  purcha.sed  and  paid  forat  very  low  rales, 
at  a  cost  of  $375^000  les^  than  present  prices.  Al- 
ready a  considerable  amount  of  cotton  has  been 
transported. over  this  road.  The  company  has  ex- 
pended, in  constrii<^tion,  about  $1,300,000. 


Kallroad    Projects  In  KentuoIcy> 

Louisville  and  Prankfort  Railroad. — The  stock- 
holders of  the  Louisville  and  Frankfort  railroad 
have  voted,  at  a  recent  meeting  held  for  this  pur- 
pose, to  authorize  the  President  and  directors  to 
cause  the  branch  of  the  road  to  be  constructed  from 
Eminence,  or  some  other  suitable  point  on  the  road 
to  the  Ohio  river  opposite  Cincinnati,  Ohio,  pro- 
vided sufficient  stock  and  means  can  be  obtained 
to  construct  the  branch  without  taking  any  of  the 
profits  of  the  present  road  to  make  said  proposed 
branch  road. 

It  was  also  voted  at  the  same  meeting  "  to  au- 
thorize the  President  and  directors  to  build  a  branch 
to  Harrodsburg,  in  Mercer  county,  Ky.,  provided, 
That  the  President  and  directors  of  this  company 
make  a  suitable  arrangement  with  the  Shelby  rail- 
road company  for  their  road,  and  stock  and  means 
can  be  obtained  to  construct  said  branch  road  with- 
out taking  any  ot  the  profits  of  the  present  road  for 
that  purpose."  , 

We  presume  that  attempts  will  be  made  to  carry 
out  both  of  these  projects.  The  object  of  the  iorm- 
er  being  to  constitute  the  above  road  a  portion  of 
a  line  of  railroad  between  Louisville  and  Cincin- 
nati, and  of  the  latter  to  .secure  to  Louisville  a  trade 
which  the  Covington  and  Lexington  road  threatens 
to  draw  to  Cincinnati.  The  Louisville  Courier 
expresses  a  belief  that  both  objects  will  be  accom- 
plished. 

The  Blontoar  Iron  Wovlt.%,  "  i 

The  Harrishurgh  Telegraph  states  that  a  very 
large  number  of  workmen  are  now  busily  engaged 
in  putting  up  the  new  rolling  mill,  about  to  be 
erected  by  the  Montour  Iron  Company,  at  Danville. 
The  foundation  is  already  laid,  and  the  work  will 
be  pushed  forward  as  quickly  as  labor  and  money 
can  do  it.  The  machinery  is  all  ready,  and  the 
mill  is  expected  to  be  completed  for  operation  early 
in  the  Spring.  There  will  be  32  puddling  furnaces 
in  this  new  mill,  very  nearly  as  many  as  in  the  old 
one,  and  the  structure  will  be  231  feetlong.  and  124 
feet  wide.  When  finished,  these  two  mills  will 
present  the  appearance  ol  an  immense  building, 
and  be  by  far  the  largest  establishment  of  the  kind 
in  the  United  States. 


Ohio  and  Mississippi  Railroad. 

We  had  an  interview  says  the  St.  Louis  Intelli- 
gencer, with  one  of  the  contractors  ol  this  road  on 
Saturday,  and  we  leain  that  every  thing  is  being 
done  to  push  forward  this  road  to  completion,  attke 
earliest  possible  period.  Upward  of  1,200  men  are 
now  employed  on  the  line  of  the  road,  nearly  500 
of  whom  are  at  work  between  lUinoistown  and  the 
Blufis. 

We  also  learn  from  official  data,  tnat  upward  ol 
$100,000  have  been  expended  on  the  immediate 
line  of  the  road,  in  grading,  masonry,  bridging,  en- 
gineering, &c.,  dec.  $9,746  has  been  paid  for  the 
right  of  way  to  Vinccnnes,  which  strikes  xxn  as  a 
very  small  sum,  compared  with  what  is  usually 
paid  for  this  right  by  other  roads.  -  -\ 

O.  M.  Mitchell,  Esq.,  consulting  Engineer  of 
the  road,  we  understand,  leaves  for  England  in  a 
few  weeks,  on  business  connected  with  the  interests 
of  the  Ohio  and  Mississippi  railroad  company.  , 

Railroads  in  Indiana. 

The  iron  is  now  down  on  the  Indianapolis  road 
to  Union,  connecting  the  line  from  Cincinnati  by  - 
Dayton  and  Greenville.  Daily  trains  were  adver- 
tised to  run  regularly  from  Lafayette  and  Terre 
Haute  by  Indianapolis  to  Cincinnati,  ir^  one  day, 
commencing  on  the  1st  of  February.  1 


Aia£RlCA]l     KAlL.KOAl>    JOCUMAl.. 


Brunswick  and  Florid*  Railroad. 

We  give  in  anolher  column  the  report  of  this 
company,  which  is  engaged  in  building  a  railroad 
from  Brunswick,  through  Southern  Georgia,  in  the 
direction  of  PensJicola,  Florida. 

The  section  of  the  State  traversed  by  this  road  is 
at  the  present  time  isolated  fronr.  market,  from  the 
lack  of  railroad  and  the  absence  of  navigable  wa- 
ter courses,  the  want  of  which,  it  is  tue  object  of 
the  above  project  to  supply.  The  road  can  be  built 
at  a  minimum  cost  for  Southern  roads,  as  it  tra- 
verses a  level  region,  and  crosses  no  important  riv- 
ers. 

The  road  terminates  at  a  very  excellent  harbor, 
one  of  the  best,  if  not  the  best  on  the  Southern  At- 
lantic coast,  and  when  extended  to  Pensacola,  as 
proposed,  will  connect  the  above  with  the  best  har- 
bors, probably,  on  the  gulf.  These  facts  add  in  no 
small  degree  to  the  importance  ol  the  above  pro- 
ject.' 

The  country  bordering  upon  the  eastern  portion 
of  the  route,  abounds  in  immense  quantities  of  pine 
limber,  which  has  become  an  important  article  of 
commerce  and  which  must  supply  a  large  traffic  to 
the  road. 

Cultivation  will  loUow  the  clearing  of  the  forest, 
but  the  latter  will  probably  supply  a  larger  traffic 
for  years,  than  the  produce  of  agriculture,  for  an 
equal  section  of  country.  Upon  reaching  the  wa- 
ters that  llow  into  the  Gulf  of  Mexico,  the  lertile 
cotton  lacds  of  the  State  are  reached,  the  produc- 
tion of  which  will  take  this  route  to  a  market. 

The  enterprise  is  of  great  importance  to  south- 
em  Georgia,  a  territory  equal  in  area  to  many  of 
our  States.  It  has  been  pushed  forward  with  com- 
mendable energy,  and  no  doubt  is  now  entertained 
ol  its  earlv  completion.  Its  construction  will  form 
a  new  era  in  the  history  of  the  southern  portion  of 
the  State,  and  will  produce  there  similar  results  to 
those  that  have  follo;ifed  the  constructioa  of  rail- 
roads in  other  portions  of  Georgia. 

'Williainsport,  Catawlasa  and  Krle  Railroad. 

We  have  already  referred  to  the  project,  the  se- 
curitiss  of  ^hich  are  to  be  sold  on  Wednesday 
next.  Its  object  is  to  open  an  outlet  for  the  ricnand 
extensive  region  of  which  Williamsport  is  the  cen- 
ter, in  the  direction  of  New  York  and  Philadelphia ; 
and  also  to  form  a  portioH  of  a  through  route  be- 
tween those  cities,  and  Lakes,  Erie  and  Ontario. 
It  is  a  work  required  by  aa  abundant  local,  and  by 
the  prospective  business,  of  new  works  in  progress, 
and  wliich  will  connect  it  with  the  trade  of  the 
West.  Our  readers  are  referred  to  the  advertise- 
ment of  sales  in  another  column  by  Messrs.  Gil- 
bert, Coe  &  Johnston,  and  also  to  an  article  in  our 
paper  of  the  5th,  in  reference  to  the  relation  and 
object  of  the  above  work. 

Cincinnati,  Ilillsboroagh  and  Parkersbarf^h 
Kailroad. 

The  entire  line  of  this  load,  with  stations  and 
rolling  stock,  has  been  let  to  the  powerful  firm  of 
J.  and  S.  Chamberlain  &  Co.,  of  Cleveland,  Ohio 
the  well  known  contractors — who  have  subscribed 
oiic  million  of  dollars  stock — and'one  of  their  firm, 
Mr.  Sturges,  the  intluential  banker  of  Zanesville, 
C  hio,  has  taken  tkrce-qucrlers  of  a  miUion,  on  his 
private  account,  in  addition. 

This  road  is  now  running  to  Hillsborough,  60 
miles  east  of  Cincinnati,  and  doing  veiy  wel  — the 
new  letting  extends  Irom  Hillsborough,  to  the  Ohio 
river,  crossing  below  Parkersburg  about  112  miles, 
where  it  connects  by  a  high  bridge,  with  the  Balti- 
more line,  with  whom  this  company  have  an  agree- 


ment for  business,  and  whose  gauge  they  have  de- 
termined to  carry  out  through  Southern  Ohio,  to 
Cincinnati. 


To  Engineers,  Architects  and 
Drauglitsnien. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profession*,  that  he  has  con- 
stan'ly  on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JA-S.  PRENTICE, 

Feb  9  1853.  3l5  Broadway,  N,  Y. 
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To  Railroad  Companies,  Car 
Builders,  Machinists,  etc. 

SINGEll,  HARTMAN  &  CO., 

SHEFFIELD  IRON  AND  STEEL  WORKS, 

PITTSBURG,  Pa. 

Warehouse  Nos.  119  Water,  and  140  Front  sts. 

HANING  completed  their  arrangements  for  man- 
ufacturing Car  and  Locomotive  Axles,  Piston 
Rods,  Wrought  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  are  prepared  to  otter  inducements  as  lo  qual- 
ity and  price.    They  also  manufacture 
Boiler  Plate  and  liivets. 
Railroad  and  Boat  Spikes, 
Car  and  Locoinove  siprings, 

"  "  Spring  Steel, 

Solid  Box  Vices,  etc.,  etc.  15t7* 


Devlan's  Patent 
Oil   Manufacturing   Co., 

12  BROADWAY,  NEW  YORK. 

THIS  Oil  is  extensively  used  on  Railroads  and 
Steamships,  and  other  Machinery,  and  is 
worthy  the  attention  of  every  individual  or  compa- 
ny that  uses  Oil  for  Lubricating  purposes.  It  is 
cheaper  than  the  best  Sperm,  because  it  answers  the 
same  purpose  and  is  more  durable,  thereby  making 
a  saving  of  from  40  to  50  per  cent.  The  best  of 
testimonials  establish  that  lact,  but  cannot  be  given 
in  this  notice.  All  that  is  required  is  to  test  the 
matter,  and  if  it  will  not  answer  as  recommended, 
it  will  be  taken  back  and  money  returned. 
New  York,  Feb.  9,  1853.  2w 

Iron. 

•^^^^^  Tons  Fishkill  Charcoal  Iron  for  sale  on 

/^\9"  reasonable  terms,  also  from  1 000  to  5000 

tons  Fishkill  Hematite  Ore — delivered  at  Pough- 

keepsie  or  New  York.    Samples  of  the  ore  may  be 

seen  at  the  store  of  Messrs.  Hoffman,  Bailey  &  Co., 

No.  62  Water  st..  New  York.    Enquire  by  letter  to 

NORMAN  M.  FINLAY, 

Poughkeepsie,  Dutchess  county,  N,  Y. 

Jtily  10,  1851. 


Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON, 

0FFEB6  HIS  SERVICES  FOS  THE 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Chairs,  or 

any  kind  of  Machinery. 

REFERENCES : 
Messrs  Palmer,  McKillop,  Dent  &,  Co.,  London. 

"        George  Peabodv  &  Co,  London. 

"        Curtis,  Bouve  &  Co,  Boston. 
Richard  Irvin,  Esq.,  INew  York. 
Robert  Ralston,  Esq  ,  Philadelphia. 
C.  C.  Jamieson.  Esq.,  Baltimore.  38 


Railroad  Iron. 

OC)(\r\  TONS,  weighing  aSout  55  lbs.  per  yard, 
/C/\J\J\J  now  on  the  way  from  Great  Britain  to 
New  Orleans,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  &  CO., 

No.  51  New  street 
December  4,  1652. 


Wm.  Swinlburue, 

LOCOMOTIVE  ENGINE  BUILDER,  Paterson, 
N.  J.,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines;  also. Tenaers,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  iinprovt^ments,  etc.  6tf 


Blake  &  Parkin, 

MEADOW  STEJEL,  WORKS, 

SHEFFIELD, 

IJ»VENTORE    or 

CORE-ANNEALED  CAST  STEEL, 

A  most  Important  Improvtmei  t  in  CASTSTEl  ZL, 
originating  with  M.  &  P.,  for  SCREW  TAPS.  PIS- 
TON RODS,  ENGRAVERS  to  CALICO  PRIlTrT. 
ERS,  SILVER  and  GOLD  ItOLLERS,  etc.,  «tc  , 
warranted  to  harden  by  ordiiary  process  witgout 
breaking,  being  soft  in  the  cem  re  to  any  required  flia- 
ameter,  and  hard  to  any  specilied  depth  from  the  Out- 
side. 

HARD  CENTRE  CAST  STEEL  ^^ 

I'or  DIES,  L.VTHE  TEXT  RES.  MINT  PI  R- 
POSES,  etc.,  etc.,  warranted  to  harden  thclpnide 
without  breaking,  (the  outside  remaining  soft.)  ' 
HARD  AND  SOFT  SURFACE  CAST  STElJL. 
In  Bars  and  Sheets,  hard  on  one  or  both  sidea,  iind 
soft  in  the  centre ^^ soft  on  >ne  or  both  sides.jimd 
hard  in  the  centre,  and  adaptei  for  a  variety  of  rur- 
poses,  as  MACHINE  KMVES.  .SLIDE  BAILS. 
PLOW  KNIVES,  PLANING  KMVES,  ROLL  ;i 
BARS  for  Beating  Engines  fi>  •  Paper  Makers,  et« . 

fj=-  This  peculiar  Sted  is  q  jite  SOLID,  and  it  is 
quite  malleable,  and  draws  dovn  under  the  Hamn^er, 
still  retaining  the  differebce  of  h  ardness.  When  hJurd- 
ened,  the  hard  part  is  left  very  lard,  while  the  soft  is 
left  just  harder  than  common  iron. 

THt:  REPORT  OF  THE  JIRY  OF  THE       1 

"EXHIBITION  OF  ALL  NATIONS." 
Class  21,  Pag  2  486: 
"The  attention  of  the  Jury  vas  particularly  called 
to  one  novelty  exhibited  by  Mc!  srs.  BLAKE  &  PAR- 
KIN, of  SHEFFIELD,  cons  sting  of  the  unioii~of 
Tito  qualities  of  Cast  Steel,  liar  d and  sof I ,  in  the satjue 
article;  manufactured  with  niich  skill,  thev  have  no 
reason  to  doubt  that  the  pro<  ess  is  peculiar  to  i  he 
Exhibitors." 

A  PRIZE  MEDAL  WAS       1 

AWARDED    TO 

MESSRS.  BLAKE  &  PARKIN. 

N.  B. —  'Hie  Inventors  mark  all  their  Goods  v'Uh 
their  Corporate  Mask— X.  I.  ENT. 

Also,  Cast  Steel,  German  ard  Spring  Steel,  wir- 
ranted  Cast  Steel  Files,  Saws,  etc. 
February  9,  1853. 

IRON  SAFE  WAREHOUSi:. 
Silas  C.  Herring, 

Manufacturer  and  Sole  Proprietor  of 
HERRING'S  PATENT  FII  E    PROOF    SAFE, 

iVhich   received  Ihe 
MEDAL     j 
at  the        ' 
WORLDS  FAIt., 

Also, 
Manufacturer  ol 

HERRING'S 

(Wilder's  Patent  i 

Hingle  and  Doubl?    , 

$alamander  SAFES. 

j     And  dealer  in 

^llkiodof  IronSaf(S, 

Vault  Doors, 

Expre.ss  Bozes^ 

AND  i 

3Ioney  Chests. 


Fire  Bricks. 


SCOTCH  Patent 
era,  by 


for  sale  in  lots  to  suit  purchik 
G.  O.  ROBERTSON, 
135  Water  street  comer  of  Pine, 
November  19, 1862.  [  New  YoiIl 


Fulton  Car  Manufactory, 

CINCINNATI,  OHIO. 

GEORGE  KECK  would  res  jectfully  call  the  At- 
tention of  Railroad  Compa  lies  in  the  West  aid 
South  to  his  establishment  atC  ncinnati.  His  facil- 
ities for  manufacturing  are  extensive,  and  the  means 
of  transportation  lo  different  po  nts  speedy  and  ecob- 
omical.  He  is  prepared  to  exec  ute  te  order,  on  shdrt 
notice,  Eight-wheeled  Passenge  ■  Cars  Of  the  most  sy  • 
pcrior  description.  Open  and  C  overed  Freignt  Cai^, 
Four  or  Eight-wheel  Crank  ami  Lever  Hand  Calls, 
Trucks,  Wheels  and  Axles,  and  Railroad  Work  gen- 
erally. 
Cincinnati,  Ohio,  February  9,  1853. 
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RAILROAD   CONTRACTS. 


THE  MUBILL:  A>iD  OUlU    KAIUI*  )AD  CO. 

BEREBy   OFFER   FOR    CONTRACT   THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OF  67  miles  more  of  their  road  in  North  Missis- 
sippf,  extending  from  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  State  Line,  and 
passing  through  Itawamba  and  Tishamiugo  Coun- 
ties. 

Also,  118J  miles  more  of  said  road  in  the  western 
District  o(  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,   Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  ni-7>n- 
nessee  on  and  alter  the  1st  of  March,  and  in  Missis- 
sippi on  and  alter  25th  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  received   under  seal,  and   contracts 
made  at  the  following  times  and  places,  to  wit: 
March  10th  to  19th  inclusive,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  20ih  to  HOth,  inclusive,  at  Jackson,  lor  line 
through  Madison,  Henderson  and  McNai- 
ry  counties. 
April  5th  to  5tb,  inclusive,  at  CarroWille,  Tisha- 
mingo  county,  Miss.,  for  line  through  Ita- 
wamba  aud  Tishamingo  counties. 

Profiles  can  be  seen,  and  other  information  ob- 
tained, as  follows : — After  1st  of  March : 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  of  Mr.  Stevens,  Engineer. 
And  after  25th  March, 

At  Carrolville,  of  the  Resident  Engineer. 

Some  portions  of  the  I85j  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  heahhy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads.  i 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  temperate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  Creneral  Agent. 

New  York.  January  28,  1853. 


The  American  Railroad  Chair 
Manufartnrini?  Co. 

IN  pou';hkkkfsie,  n.  y 


PATENT  ' 

Locomotive    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER   PURPOSES. 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wbocght  Iron  Chaib,  the  necessity 
of  the  wedge,  is  entirely  done  away — the  lins  ot  the 
chair  being  set,  by  means  of  a  sledge  or 'hammer, 
close  and  firmly  to  the  flance  of  the  rail. 

The  less  thick  ness  of  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
Bpikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
s[Hkes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  Iron  Chairs. 

Our  Chairs  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  all 
arc  uniform  and  alike. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buflalo  and  Rochester,       Tioga,  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 

January  1,  1853. 


To  Contractors. 


Ifr^W'w'W^J 


^^^^-gr^  ±<^g^^ 


■^72  [:Brn^!-;ij:ij»..| 


HENDERSON  AND  NASHVILLE  U.K. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  and  Nashville  Railroad  Company, 

nnniS  Machine  enablesthe  Cylinders  to  be  rebored  f.  ^nm'hp^'L^^;;  Tf  AnHi'^'jl^'A^K'^  ^''  T''' 
1  without  moving  them  from  their  places,  thereby  I  ^•'^  °°rL^f  ^^.'^^.^  ot  April  1853.  for  the  construc- 
aavlDg  a  great  expense.  We  refer  to  Nashua  «fe  Lowell.  ""°°?  ^r'  P*"."'  ^^."^  road  tunning  from  the  town 
Fall  River,  Vt.  Vallev,  Vt.  and  Mass.,  Old  Colony,  "'  Henderson,  by  the  way  ot  Madisonville  and 
-Vew  York  and  New  Haven,. Providence,  Hartford  Hopkmsville,  to  Trenton,  Todd  county,  Ky.,  in  all 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie,  about  eighty-three  miles.  The  bids  may  be  made 
Boeton  aud  Worcester,  Connecticut  Biver.  Worcester  I  out_on  either  or  any  of  the  following  basis — 


and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  sale  by 

BRIDGES  &  BROTHER,  A^ts., 
■        '  64  Courtland  St.  >.'ew  York. 

January  20,  1853. 

Orders  Forwarded  for    Kail- 
Road  Iron,  etc.  i 

The'  undersigned  will  receive  and  forward  orders ! 
for  thJ  purchase  of  Railroad  Iron,  and  Metals  I 
venerailv  ihro'ugh'  'he  medium  of  his  friends  in  Lon-i 
3on!  JOHN  H.  HICKS,         ! 

Jan.  27,  1851.  ^0  Beaver  st, 


1.  For  the  grubbing  and  grading,  including  the 
ditchings  draining,  cuts,  fills,  culverts,  bridges 
and  turnouts  complete,  ready  for  the  wooden 
fcuper&trnctpre,  of  any  one  or  more  scctunis  of  the 
Road. 

The  same  with  the  addition  of  the  wooden  su- 
perstructure ready  for  the  iron  rails. 
The  same  with  the  iron  rails,  chairs,  etc.,  ready 
for  the  rolling  stock,  including  broken  stone  or 
gravel  balhisting. 

The  same  with  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Car-houses,  offices,  etc.,  com- 
plete fur  Use,  or 


3,000  Tons  Railroad  Iron. 

TRE  undersigned  is  prepared  to  contract  on  behalf 
of  the  manufacturers  in  England,  for  the  above 
quantity  of  T  Rails,  to  be  delivered  at  a  port  in  Wales. 
For  terms,  tpply  to  JOHJS  H.  HICKS, 

Jan.  27,  lb63.  90  Beaver  *t. 


2.  The  same  with  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chairs  and  broken 
stone  or  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  full  equipments  of  rolling 
stocks,  depots,  wood  and  water  stations,  Engine 
and  Car  houses  and  shops,  offices,  etc.,  complete, 
and  the  whole  road  and  its  equipments  perlect 
and  ready  lor  use. 

Complete  drafts,  maps  and  profiles  of  the  Road 
Irom  Henderson,  via:  Madisonville  and  Hopkins, 
ville  to  Trenton,  together  with  plans,  estimates  and 
•specifications  of  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  part  of  it  at 
the  Henderson  and  Nashville  Railroad  Office,  in 
Henderson,  Ky.,on  and  alter  the  1st  day  of  March, 
1853.  Bidders  will  please  give  their  Post  Office  ad- 
dress in  their  proposals. 

By  a  compact  between  the  Henderson  and"Nash- 
ville  Railroad  Co.,  and  the  Ekigefield  and  Kentucky 
Railroad  Co.,  their  roads  are  to  be  united  at  the 
Tennessee  and  Kentucky  State  line,  and  then  form 
a  continuous  line  of  Railroad  from  Henderson  on 
the  Ohio,  to  Edgefield,  on  the  Cumberland  river 
immediately  opposite  to  Nashville,  a  distance  of 
only  about  one  hundred  and  forty'miles.  When  it 
is  considered  that  at  Nashville,  through  the  Nash- 
ville and  Chatanooga  Railroad,  this  road  connects 
with  the  whole  system  of  Railroads  and  rivers 
leading  to  Charleston,  Savannah,  and  the  South 
Atlantic  seaboard,  and  from  thence  by  a  Southern 
route  of  Railroads  to  all  the  Eastern  and  Northern 
cities,  and  that  at  Evansville,  Indiana,  only  ten 
miles  of  perpetual  navigation  on  the  Ohio  river  dis- 
tant from  Henderson,  it  connects  with  the  systems 
of  Canals,  Railroads  and  Rivers  which  penetrate 
i>nd  drain  the  valleys  of  the  Mississippi  and  the 
Lakes,  and  extend  by  a  Northern  route  to  the  East- 
ern and  North-eastern  cities,  it  cannot  be  doubted 
that  this  is  a  most  important  road.  But  if  it  be  tak- 
en into  the  account  that  it  presents  much  the  short- 
est, and  owing  to  the  remarkably  lavorable  profile 
of  the  country,  for  the  cheapest  route  for  a  railroad 
designed  to  connect  these  Northern  and  Southern 
Systems,  that  it  penetrates  the  richest  beds  both  of 
bituminous  coal  and  iron  ore  heretofore  valueless 
because  land-locked— that  it  passes  through  an  a- 
gricultural  region  of  great  lertilityand  remarkable 
beauty,  and  opwns  in  the  South  Atlantic  States  by 
the  shortest,  speediest,  cheapest  and  best  route,  a 
market  comparatively  new,  for  the  teeming  pro- 
ducts, especially  provisions  of  the  valley  of  the^ 
Mississippi  and  the  Lakes,  its  value  and  import- 
ance cannot  be  over-estimated — that  it  will  pay  and 
pay  richly,  both  in  dividends  to  the  stockholders 
and  in  indirect  profits  to  those  whose  residence 
gives  them  an  interest  in  the  means  of  transporta- 
tion and  travel  which  it  will  aUbrd  cannot  be  doubt- 
ed. 

Any  further  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  tinie  be  cheer- 
lully  given. 

By  order  of  the  Board  of  Directors  of  the  H.  &.  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
Henderson  and  Nashville  R.  R.  Co. 

Wilkinson^s  { 

EXPLOSIVE  I 

RAILWAY  SIGNAL,^ 

For  sale  by 

BRIDGES  &  BROTHER, 

64  COURTLAND  ST.,  N.  Y. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  to  those  uoed  in  England,  and  from  expe- 
rience are  found  to  be  mucli  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them  ' 
at  any  speed,  will  cause  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  same  cause,  there 
will  be  a  bright  Hash,  which  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

This  uUlbe found  to  be  one  more  preventive  of  coU 
lision. 


Djj    „ii  w  J         u        r      L  iimm.    It  is  often  the  case  that  during  a  fog  or  snow- 

Bids  will  be  received  as  above  for  the  construe- 1  gtorm,  a  train  cannot  be  warned  of  itTdanger  by  a  flag 
tion  ol  the  entire  Road,  on  the  following  basis— , or  lantern,  and  in  such  insunces  they  are  invaluable,  ' 
J^'^  ■  _  They  are  imperv'ous  to  water,  and  will  keep  their  i 

For  the  grabbing  and  grading,  including  ditch- 1  explosive  property  any  number  of  years.    They  canj. 
ing,  4raining   cuts,  fills,  culverts,  bridges  andibe  handled  and  carried  with  safety,  it  requiring  &• 
turnouts  complete,  ready  tor  the  wooden  super- Iheavy  blow  to  explode  them, 
structure.  |    Jantuury  20, 1863.  ^  ! 


/ 


AMERICAN    RAILROAD    JOURNAL. 


A.  N.  GRAY,  Cleveland,  O., 

RECEIVER  AND  FORWAllDEK  ol  Railroad 
Iron,  Chairs  and  Spiken. 
Also,  Cars,  Locomotives,  and  all  kinds  of  Machi- 
nery for  Railroad  purposes. 
Office  next  door  to  the  Custom  House,  Main  st. 
January  12,  1853. 


R.  Groves  &  Sons, 

SHEFFIELD,  ENGLAND, 

MANUFACTURERS  OF 

WARRANTED  Cast  Steel  of  superior  quality  for 
Tools,  Machinery  and  Engineering  purposes. 
Single  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description ;  also,  Cast  Steel 
Files  of  high  reputation,  specially  adapted  for  the  use 
of  Machinists,  and  Saws  and  Edge  Tools  of  all  kinds. 


Corporate  mark 


USE 


CHAS.  COIMGREVE,  Agent, 
58  Maidenlane,  New  York. 
Stocks  of  the  above  goods  constantly  on  hand. 
January  12,  1853. 


SISCOE    BLAST    FURNACE 
For   Sale. 

THIS  FURNACE,  situated  in  Westport,  Essex 
Co.,  N.  Y.,  on  Lake  Champlain,  is  capable  of 
producing  3000  tons  Pig  Iron  per  annum.  It  is 
blown  by  a  powerful  steam  engine,  and  another  en- 
gine raises  the  stock,  etc.,  etc.  There  are  eight 
Kilns,  which  can  make  500,000  bushels  Charcoal 
per  annum,  connecting  by  Railroad  with  the  Fur- 
nace, and  nearly  an  acre  of  sheds  for  seasoning 
■wood.  One  large  Brick  Mansion  House,  with  ex- 
cellent Farm,  one  Brick  Cottage,  seventeen  Houses 
for  workmen,  commodious  Blacksmiths'  and  Car- 
penters' Shops,  etc.,  etc.,  and  about  1500  Acres  of 
Land.  The  Furnace  is  situated  on  a  large  and 
convenient  Dock;  Wood  for  making  Charcoal  can 
be  obtained  cheaply  in  the  neighborhood,  and  An- 
thracite coal  trom  Rondout  can  be  delivered  at  low 
rates.  By  the  proposed  Ship  Canal  from  Lake 
Champlain  to  River  St.  Lawrence,  coal  could  also 
be  brought  with  great  lacility  from  Erie.  The  rich 
Magnetic  Ore  ol  Essex  County,  particularly  that 
from  the  famous  Port  Henry  Bed,  can  always  be 
procured  cheaply  and  in  great  abundance.  The 
property  will  be  sold  on  reasonable  terms.  Inquire 
of  Messrs  J.  &  L.  TUCKERMAN,  69  West  street, 
New  York,  or  of  F.  H.  JACKSON,  No.  5  Liberty 
Square,  Boston.  Iin2 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
and  24  Broadway,  New  York,  Sole  Agent  in 
the  United  States  and  Canadas  for  the  Lowmoor 
Iron  Co.,  is  prepared  to  receive  orders  for  this  justly 
celebrated  Iron,  and  oflTers  for  sale  an  assortment  of 
the  Round  sizes  which  he  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
without  a  rival. 

Superior  Cast  Iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  CAST  IRON  PIPES  required  by  Gasii  or 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  on  reasonable  terms.  These 
Pipes  are  cast  on  the  most  improved  principle  by  the 
best  Founders  in  Scotland,  from  a  superior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes  can 
be  obtained  on  application  to  the  Agent  in  New  Vork 
WILLIAM  ROY,  Junr., 
21  Renfield  St.,  Glasgow, 

Scotland. 


J.  M.  EADIE,  Agent, 

26  Front  St.,  New  York. 


lySO 


Railroad  Iron. 

OfV Y^  TONS  Railroad  Ir^n,  weighing  about  59 

(CvAA/  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 

"  Crawshay"  manufacture,  now  on  the  way  from  the 

shipping  ports  in  Great  Britain  to  this  port,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  &  CO  , 

.    .  No.  51  New  itreet. 

December  4,  1852. 


1861-71 
1872 
1863 

1870 


SIMEON  DRAPER,  No.  46  Pine-st.,  otiers  for 
sale,  a  variety  of  RAILROAD  BONDS  and 
STOCKS ;  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are— 

1st  Mortgage  Convertible  Bonds ; 

Payable"  in 
7 per  ct.— Buflalo,    Corning  and 

New  York  R.R... New  York,  1867 
7  per  ct.— Western  Vermont  R.R. 

7  per  ct.— Tiog:a  R.R 

8perct.— Peoria  and  Oquawka.. 

6  perct. — Maysvilleand  Lexing- 

ton   

6 perct. — Dauphin  and  Susque- 
hanna Coal  Co "  18// 

1st  Mortgage  Bonds  : 

7  per  ct.— Corning  &  Blossburg.         "  1873 
7  per  ct.— Buffalo  and  New  York 

City "  1866 

7  per  ct.—Manbfieid&  Sandusky        "  1860 

7  per  ct. — Toledo,  Norwalk  and 

Cleveland "  1861 

7  per  ct.— Vermont  Valley "  1861 

7  per  ct.— New  Jersey  Central..         "       1860-70 
7  per  ct. — Brunswick  Canal  Co.         "  1857 
7  per  ct.— Troy  and  Bennington. Troy,  N.Y.  1862 
Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 
7  per  ct. — Saratoga  &.  Washing- 
ton R.R  bonds New  York,  1862 

7  per  ct.— Troy  and  Boston "  1864 

7  per  ct. — Muscogee  Railroad.  ..Savannah,  1862 
7  per  ct. — Huron  and  Oxford... New  York,  1862 
10  per  ct. — Mansfield  and  Sandus- 
ky R.R.  Co "      1855-57 

7  per  ct. — Township  of  Portland, 

Ohio "    .        1862 

7  per  ct. — City  of  Dayton,  Ohio, 
guaranteed  by  Mad 

River  R.R "  1861 

10  per  ct. — Cilyof  Keokuk,  Iowa.    Keokuk,   1863 
7  per  ct. — Town  of  Huron,  Erie 

county,  Ohio Huron,     1861 

7per  ct. — Town  ot  Newark,  O.  ..New  York,  1860 

"     1857 

"   1862-72 


1855 


10  per  ct. — City  of  Milwaukee. , 
7  per  ct. — State  of  California... 
7  per  ct. — Mortgage  bonds  of  the 
Atlantic     Steamship 

Co 

12  per  ct. — Imfrovempnt  Scrip  t.f 
the  State  of  Wiscon- 
sin for  improvement 

of  Fox  River "  1862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  and  one  hall  surplus  profits 
of  this  and  Rutland  and  Wash.  R.  R. 

Rutland  and  Whitehall  Stock,  with  guarantee  ot 
7  per  cent,  dividend  by  Saratoga  and  Washington 
Railroad. 

Stock  in  the  Western  Vermont  R.  R.  Co 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Chrmung  R.  R.  Co. 
Stock  in  the  Southern  Bank  ol  Kentucky. 
Stock  in  the  New  York  and  Virginia  Mail 

Steamship  Company,  paying  ^  per  cent. 

dividends. 


To  Railroad  Co^s,  Uocomotive 
Builders  and  Fngineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  by  those  interested.  They  have  been  exten- 
sively used  on  Railroads,  Steamers  and  Stationary 
Boilers,  where,  from  their  accuracy,  simplicity,  and 
non-liability  to  derangement,  they  have  given  periect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
snly  reliable  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
Consulting  Engineer,  64  Broadway. 
Aug.  28,  l*?*^      im* 

A.  Whitney  &  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chilled  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  furnioh  Wheels 
fitted  complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  31tf 


Pease  &  jVIurphy 
FULTON    IRON 


L^OOT  of  Cherry  St.,  E.  R. 
L      rorntr  of  Cherry  st.    Mn 
and  Marine  Engines. 
N.  B.— Engines  and  Boilers  Repaired 


WORKS, 

Office,   27  Corlcaiv 
ahufacturcrs  of  Lap:d 


Toledo,  Norwalk 

land  Railijoad 

OPEN  through,  completing  the 
of  Railroads  between  N  ew  ^ 


Chicago. 

jQ^^  On  and  lifter  Monday, 

^^^K     1S">3,  Passenger  Traii 
daily  (Sundays  excepted)  as  foUpws 
Leave  Toledo  at  7  A.  M 


January  24, 
s  will  run 


Leave  Cleveland  at  130  P, 


tf. 


Cclu 


mbus  and  Cinciii< 

^andupky  and  Man  «- 

ad  River  and  L&te 

Michigan  Southern 


3:. 


vill  be  run,  connec  ;- 
itst  at  Tol«lo,  and  i  It 


Connecting  with  Clevelan  f, 
nati  Railroad  at  Grafton,  with 
field  Railroad  at  Monrocville, 
Erie  Road  at  Bellevue,  and  with 
Road  at  Toledo. 

Early  in  February  two  trains 
ing  directly  with  trains  from  ^V( 
Cleveland  with  those  from  Eas 

E.  B.  PKILLIPS,  Sup't. 

Oflace  T.,  N.  &  C.  R.  R.,  ( 
Norwalk,  O.,  Jan,  22,  1853.  < 


Bi-ass  Tubes  for  LbconiotiTe  ^ 
Marine  Boiler 

THE  undersignl^d,  having 
the  highly  respectable  mahufacturcrs 
Allen,  Everett  &,  Son,  ot  Birmingham 
take  orders  for  Brass  Tubes  of  a 
rine  and  Locomotive  Engines,  m 
on  the  most  favorable  terms,  anc 
reputation  of  the  above  Firm  tor 
workmanship,  he  has  no  doubt  ei 
bo  given.    These  Tubes  are  founc 
rtre  now  in  most  general  use 
much  longer  than  jron,  and  w 
fully  half  the  amount  lor  old  mt 
ticulars  and  inspection  of  pattc 


Jan.  27,  1853. 


Ill 


6tl 


and  CleTC- 


lastlink  in  the  chain 
ork  and  Boston  ac  d 


appointed  agent  f<>r 

iHessn. 

is  prcpareil  i  o 

I  diameters  lor  Mr- 

hich  will  be  supplied 

from  the  established 

superior  quality  and 

utire  satisi action  m^ 

to  answer  well,  anid 

England,  they  la^t 

worn  out,  reali: 

For  further  pa| 
please  apply  to 
JOHN  H.  HICKS, 

yO  Beaver  slj  I 


h^n 

til. 

riis! 


Tbe  Cold  Springy  Ii-on  Work 

INCORPORATED  IN  1848. 

IN  the  Town  of  Otis,  County  I  erkshire,  Massach 
setts,  manufactures  CAR  AXLES,  and  all  kim 
of  WROUGHT  IRON  used  in  the  manufacture 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON 
ah  descriptions.  Particular  atie  ntion  is  paid  to  tl 
manufacture  of  CAR  AXLES,  and  the  Works  belW 
situated  in  a  region  of  WOOD  and  CHARCOAlJ^ 
with  which  their  Axles  are  e.Tclusi  vely  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equa^, 
if  not  superior,  ia  quality  and  finish  to  any  in  the 
market.  They  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pw 
mise  they  shall  t>e  promptly  atfendedto  :  and  execul 
ed  on  terms  as  advantageous  at  c  w  be  had  elaewhen 

Thev  refer  to — 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rai|> 

road,  Salem,  Maes. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Conn 
E.  T.  Osbom,  Esq.,  Superintend ?nt  of  the  Mad  Rlnf 
er  and  Lake  Erie  Railroad,  Sar  dusky  City,  Ohio. 
W.  W.  Weiherell,  Car  Builder.  "  « 

Address  HENRY  MllLLUS,  Agent, 

Boston,  Masa.! 
or,  G)EO.  W.  PRE  SCOTT,  Sup't. 
J  Otis,  Maaa, 

,  12,  i-'" 


November, 


1652. 


Ir 


I^tna  Safety 


Fuse. 


THIS  superior  article  for  ignitih£  the  charge  in 
or  dry  blasting,  made  with  D  JPONT'S  best  po« 
der,  is  kept  for  sale  at  the  office  ai  id  depot  ol 

REYNOLDS  A  BROTHER, 

J^TiSok*  Manufaelur  ;r&,,^ 

No.  65  Liberty    5t. 

NEW  YORK. 

And  in  the  principal  cities  and  toi  ms  in  the  U  Statai 

13-  The  Premium    of  the  A3  [ERICAN  INST^' 

TUTE  WR8  awarded  to  the  Etna  Safetv  Fiu*  mt  tkh 

late  Fair  heldi  n  this  citv.  «*6  "i  ifp 

NoTflxl"^r  S.   1H49. 


Dudley  B.  Fulletr 

IRON   COMMISSION 

Ho.  139  GREENWIClJi  STREET 
N£W  YURK4 


&  Co., 

-MERCHANTS, 

I  ll    STO  CL."T, 


■  nWSW  •!*!».  W>  /  "'V.71"*«^*T'-'fil'J'^"^r  V  '«•■■;'" '•••>','W!!)4t'"'«"«'^^"  '.T'...  i*^^'^*'*  ]■ 
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AMKRICAU    RAILROAD    JOURMAI*: 


Andrew  Mocnt,  Auctioneer. 

SALE    OF    BONDS. 

WILMERDINGS  &  MOUxNT,  Auctioneers. 

EIGHT  HUNDRED  THOUSAND  DOL 
LARS  SEVEN  PER  CENT.  CUNVERTI- 
BL.E  MORTGAGE  BONDS  of  the  CATAWIS- 
SA,  WILLIAMSPORT  &ER1E  RAILROAD  Co. 
— The  undersigned  are  authorised  by  this  Com- 
pany to  offt-T  at  auction  S800,000  of  their  7  per  ct. 
Bonds,  secured  by  a  first  and  only  mortjiageon  their 
Road,  to  cost  ^3,400,000,  and  convertible  into  the 
stock  ot  the  Co.  at_,8LHy  lime  before  1857. 

These  Bonds  jffeinS^ums  of  SI, 000  each  ;  inter- 
est payable  semi-annually,  at  the  Bank  ot  North 
America,  in  New  York,  and  the  principal  redeem- 
able at  the  same  place  in  1867.  They  are  secured 
by  mortgage  made  to  Isaac  Seymour  and  Elias  Fas- 
sett,  as  Tru.'tees  tor  the  Bondholders. 

The  Catawissa,  Williamsport  and  Erie  road  ex- 
tends  Irora   what  is  called  the  base  of  the  Broad 
Mountain,  where  it  connects  with  the  Little  Schuyl- 
/Kill  to  Williamsport,  a  distance  of  SO  miles,  with  a 
[branch  from  TamanenJ,  near  the  Little  Schuylkill 
I  connection,  to  the  Beaver  Meadow  Railroad,  adis- 
>mice  of  13  miles,  with  the  right  to  construct  bran- 
ches to  coal  mines  on  either  side  of  the  line,  not  ex- 
ceeding 5  miles  in  length. 

The  portion  of  the  line  from  Tamanend  to  Cata- 
wissa, 35  miles,  is  graded  for  a  double  track,  also 
.    the  branch  of  thirteen  miles  to  Beaver  Meadows. 
!    To  lay  down  the  track  and  furnish  the  graded  road 

is  estimated  to  cost $600,000 

>    To  construct  from  Tamanend  to  the  con- 

mciion  with  the  Little  Schuylkill....      400,000 
■'    The  extension  from  Catawissa  to  Wil- 
liamsport     1,000,000 

Total S2,000,000 

To  protiuce  this  sum  the  company  have  issued 
$1,000,000  in  bonds,  secured  by  a  mortgage,  with 
the  right  to  issue  S500,000  more,  under  the  same 
mortgage,  after  the  road  is  in  operation  to  Catawis- 
sa. [  i . 

This  gives : 
To  lay  the  track,  etc.,  on  the  graded  road .  $600  000 

To  connect  with  the  Little  Schuylkill 400,000 

And  leaves  S500,000  applicable  to  the  extension  to 
Williamsport.  For  this  sum,  with  the  balance  in 
stock  of  the  Company,  they  have  otfers  from  res- 
ponsible contractors  to  grade  and  do  all  the  work, 
and  furnish  all  the  materials. 

The  whole  cost  of  the  road  will  stand  thus : 

Present  stock $1,400,000 

Bonds 1,500,000 

Stock  to  complete  to  Williamsport 500,000 

Total $3,400,000 

Deduct  from  this  the  value  of  the  coal 
lands  of  the  company 100,000 

Tola] $3,300,000 

Or  for  whole  distance,  93  miles,  $35,483  per  mile. 

At  Williamsport  this  road  has  two  very  valuable 
connections,  one  with  the  Williamsport  and  Elmi- 
ra  road,  now  under  contract,  uniting  it  with  the  N. 
York  and  Erie  road,  and  all  its  chain  of  Northern 
and  Western  connections,  and  the  other  with  the 
Sunbury  and  Erie  road,  making  it  an  important 
'  link  in  a  new  and  shortest  great  trunk  line  between 
the  west  and  tidewdter. 

The  arrangements  are  now  all  complete  for  open- 
ing  this  entire  new  line  of  communication  trom 
Erie  on  the  lake  to  New  York,  Philadelphia,  and 
Baltimore,  to-wit,  the  Sunbury  and  Erie,  from  the 
lake  to  Williamsport,  the  Caitawissa,  Williams- 
port and  Erie,  fiom  Williamsport  to  Taraaqua; 
the  Little  Schuylkill  to  Port  Clinton;  andthe  Read- 
ing and  Philadelphia,  to  Philadelphia.  Or  from 
Tamaqua,  the  Lehigh  Valley  Road,  to  Easton, 
theuce  o.er  the  New-Jersey  Central  to  New- York. 
The  oniy  roads  remaining  to  be  complett>d  to  con- 
summate rhese  connections  are,  the  Catawissa, 
Williamsport  and  Erie,  and  the  Sunbury  and  Erie, 
both  of  which  are  in  part  under  contract,  and  the 
parts  not  yet  let  only  wait  the  settlement  of  some 
questions  as  to  choice  of  route,  tj  be  placed  under 
.contract. 

By  this  proposed  line  of  Roads  the  distance  be- 
ween  Cleveland  and  New-York  is  95  miles  less 
ban  by  Buffalo  and  Albany,  70  miles  less  than  by 


the  Erie  Road,  a  ml  j;>  miles  less  than  by  the  Cleve- 
land aj^  Piusouij^li  and  Penijsylvania  Central 
Line,  \vfiilc  ilie ;  lau-  r.  mparc  quite  as  favorably. 

Wliilctlie  pr^  j  ^t^r^  <.iaim  lor  this  road  these  ad- 
vantages ol  tljioj:  1  irailic,  they  also  claim  that  for 
local  Height  business  it  will  have  no  superior  in 
the  country,  li  i  as.-c.s  through  a  broad  extent  of 
country,  at  prestnt  without  rail  access  te  the  sea- 
board. This  rrgioii  is  exceedingly  rich  in  agricul- 
tural and  mineral  products,  and  the  road  penetrates 
the  v-^-ry  heart  of  va^t  depo.sits  of  both  bituminous 
and  anthracite  coal,  and  of  inexhaustible  beds  of 
iron  ore,  the  tonnage. ot  which  will  far  exceeil  that 
of  any  agricultural  district,  however  fertile. 

Looking  upon  the  map  it  will  be  seen  that  the 
average  distance  between  the  Buffalo  and  Albany, 
and  the  New- York  and  Erie,  is  about  70 miles;  be- 
tween the,  Pennsylvania  Central  and  Baltimore 
ana  Ohio,  ^bout  the  same ;  while  a  space  is  left 
between  tlj*  New- York  and  Erie,  and  Pennsylva- 
nia Central,  of  about  150  miles.  The  proposed  new 
line  occupies  about  the  center  of  this  space.  Thus, 
when  this  line  is  completed,  there  will  be  five  great 
thoroughfares  from  the  Atlantic  to  the  Lakes,  it 
nearly  parallel  lines,  with  a  space  between  each  of 
about  70  ipiles,  a  distance  quite  sufficient  to  afford 
an  ample  local  business,  white  they  are  all  compe* 
titor»  lor  the  thiough  business. 

It  is  believed  that  the  connection  of  this  road 
with  Elmira  by  the  Williamsport  and  Elmira  Rail- 
road will,  add  very  largely  to  its  trathc.  By  this 
route  from  Niagara  Falls  to  Philadelphia  is  but 
414  miles,  ^hereas  by  Albany  and  New- York  it  is 
558,  saving  144  miles  of  travel  by  this  route.  From 
Elmira,  by  the  New- York  and  Erie  Railroad,  the 
distance  to  New- York  is  274  miles,  add  to  this  the 
distance  to  Philadelphia,  90  miles,  makes  364  from 
Elmira  to  Philadelphia,  whereas,  by  this  route,  it 
will  be  hut  25b,  saving  109  miles,  and  bringing  El- 
mira 19  miles  nearer  Pixiladelphia,  by  this  route, 
than  via  New- York,  by  the  New- York  and  Erie. 
When  it  is'  borne  in  mind  that  the  whole  tide  of 
pleasure  travel  during  the  warm  season  is  from 
South  to  North,  that  the  interchange  ol  products 
between  a  warmer  and  colder  climate  must  always 
be  great,  the  importance  ol  this  communication 
can  hardly  be  overrated. 

The  Bonds  will  be  sold  on  WEDNESDAY,  the 
16th  day  of  Februarv,  at  the  Merchants'  Exchange, 
at  12J  o'clock  P.  "M.,  by  WILMERDINGS  & 
MOUNT.  ^ 

Twenty  per  cent,  ol  the  purchase  money  will  be 
required  upon  the  day  of  sale,  the  remainder  in 
monthly  installments  of  ten  per  cent.  The  pur- 
chasers, however,  will  have  the  option  of  paying 
in  full. 

Exhibits  containing  full  particulars  of  the  condi- 
tion and  prospects  ot  the  road,  with  a  map,  can  be 
had  at  the  Agent's  Office. 

WM.  D.TLEWIS,  President  C.  W.and  E.  R  R. 

GILBERT,  COE  &  JOHNSON,  Agents, 

Corner  Exchange-place  and  William-st. 

New-York,  Jan.  28, 1853. 


To  Contractors. 


^^"^"'^^'^'^'^ 


To  Contractors. 

SEALED  Proposals  will  be  received  at  the  office 
of  the  Maysville  and  Big  Sandy  Railroad  Com- 
pany, in  the  city  of  Maysville,  Kentucky,  until 
Saturday,  April  2nd,  1843,  at  sundown,  for  Gradu- 
ation and  Masonry  of  Fitty-one  miles  of  the  road, 
between  Maysville  and  Springville,  (opposite  Ports- 
mouth, Ohio.)  Plans,  Profiles  and  Specifications 
will  be  ready  lor  inspection  for  two  weeks  before 
the  day  of  letting. 

The  line  trom  Springville  to  the  mouth  of  Big 
Sandy  river  will  be  put  under  contract  as  soon  as 
this  company  receive  reliable  assurance  of  being 
met  at  that  point  by  the  Virginia  Central  Railroad. 
By  order  of  the  Board  cf  Directors, 
THOMAS  B.  STEVENSON,  President. 
CHAS.  B.   CHILDE,    Chuf  Engineer. 
J.\MEs  A.^EE,  Secretary. 
Janizary  20,  '853. 
C.'^  

Krupp^s  Prussian 
CAST    STJaEL.    AXLES. 

I'^HE'^E  Axles  have  never  been  known  to  break. 
.    How  many  more  victims  are  to  be  sacrificed  be- 
fore their  use  bciomes  universal  7 

THOS.  PROSSER  &  SON, 
6tf  Sole  Agents,  28  Piatt  at.,  New  York. 


A 


CLEVELAND  AND  MAHONING  RAILROAD 
LETTING. 

SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  Company,  un  Superior  street, 
Cleveland,  until  the  first  day  ol  March,  1853,  for 
the  Grading,  Masonty  and  Btidging  of  the  portion 
of  said  road  trom  Cleveland  to  Warren,  a  distance 
of  53  miles. 

Plans,  Profiles,  and  Specifications,  may  be  seen 
at  the  Company's  Office,  in  Cleveland,  and  the  line 
will  oe  ready  for  inspection  by  Contractors,  Sdajs 
previous  to  the  letting. 

The  line  is  divided  into  sections  of  about  one 
mile  each,  and  bids  will  be  received  lor  each  sec- 
tion separately,  or  for  the  whole  line. 

Estimates  will  be  made  monthly,  and  the  pay- 
ments made  in  cash. 

Further  information  may  be  obtained  on  applica- 
tion to  Jacob  Perkins,  Esq.,  President  of  the  Com- 
pany, George  C.  Beckham,  Esq.,  resident  Engi- 
neer, Cleveland,  or  to  the  undersigned. 

The  remainder  of  the  line  trom  Warren  will  be 
let  as  soon  as  the  location  can  he  completed. 

By  order  of  the  Board. 

EDWARD  WARNER,  Chief  Engineer. 


Notice  to  Contractors. 
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Alleghany   Valley  RaUroad  Letlings. 

SEALED  Proposals  will  be  received  at  the  Com- 
pany's Office,  in  Fourth  street,  Pittsburg,  until 
the  22nd  day  of  February,  1853,  for  doing  the  Gra- 
ding, Masonry  and  Bridging  on  the  portion  of  said 
road,  between  Pittsburg  and  Kittaning,  Armstrong 
County,  a  distance  of  42  miles.  The  line  will  be 
divided  into  Sections  ot  about  one  mile  in  length, 
and  bids  may  be  made  for  one  or  more  or  all  of 
said  sections. 

Plans,  Profiles  and  Specifications  will  be  ready 
for  inspection  on  and  alter  the  fifth  day  of  Februa- 
ry- 
Proposals  will  be  received  for  the  Grading,  Ma- 
sonry and  bridging,  and  also  for  the  superstructure, 
and  finishing  said  42  miles,  complete,  (except  fur> 
nishing  iron.) 

Bids  will  be  received  and  considered,  for  the  en- 
tire work,  (except  furnishing  iron,)  from  Pittsburg 
to  the  New  York  State  line. 

Satisfactory  references  will  be  required  from  bid- 
ders not  personally  known  to  the  Company. 

For  further  information,  application  may  be 
made  personally,  or  by  letter,  to  Hon.  William  F. 
Johnston,  President  of  the  Company,  or  to  George 
R.  Eichbaum,  E^q.,  Associate  Engineer,  or  to  the 
subscriber, 

W.  MILNOR  ROBERTS,  Chief  Engineer. 

By  order  of  the  Board  of  Managers. 

Office  of  the  Alleghany  Valley  Railroad  Compa- 
ny, Pittsburg,  December  20th,  1852. 


LOW  MOOR  AXLES, 

A  SUPER! '.R  Article  tor  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston,  and  24  Broadway, 
New  York. 


CAUTION.  i 

J)  AILROAD  Companies,  and  the  public  generally, 
W  are  hereby  cautioned  against  purchasing  Rich- 
ardson's Patent  Oil  Cups,  or  the  rigti  t  to  use  the  same, 
except  of  the  undersigned.  Proprietor  of  the  Patent, 
or  of  some  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westminster,  Vt.,  will 
be  prijmpily  attended  to.  E.  DeWOLF,  Jr. 

Oct.  2,  1852.        ly* 


and 


To  Civil  Engineers 
Surveyors. 

A  CIVIL  ENGINEER  and  Surveyor  of  very 
great  experience  in  every  detail  of  loncating, 
designing  and  constructing  Public  Works,  especi- 
ally Railroads,  is  desirous  of  a  situation,  he  has 
been  engaged  practically  for  the  past  sixteen  years, 
and  can  produce  the  most  satisfactory  testimonials. 
Address  D.  F.  ca:?  of  Geo.  Gilchrist. 
1  m-52  432  ^ashington-sL  N.  Y. 
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Saturday,  February  19,  1853< 


Pannaylvaula  Railroad. 

Protest  of  the  County  of  Allegheny  to  the  Subicrip- 
tion  of  Stock  in  the  HempJUld,  and  other  Roads. 
The  commissioners  of  Allegheny  county,  on  be- 
half of  its  citizens,  by  their  agent,  duly  authorised, 
respectfully  ask,  as  a  matter  of  right,  that  this  pro- 
test be  placed  on  the  minutes  ol  the  stockholders  of 
the  Pennsylvania  railroad  company,  against  the 


laws  and  the  inviolability  ot  a  charter,  and  no- 
where else,  no  blame  should  attach  to  us ;  equally 
resolute  to  prevent,  by  legal  process,  if  any  be  at- 
tainable, this  sacrifice  of  our  local  interests,  for  the 
advantage  of  another  and  a  rival  community,  and 
this  violation  of  our  rights  as  large  stockholders, 
we  enter  this,  our  most  earnest  protest. 

On  the  13th  of  April,  1846,  authority  of  law  was 
obtained  to  enable  the  county  of  Alleghany  to  sub- 
scribe to  the  stock  of  the  Pennsylvania  railroad 
company.  But  for  this  authority,  this  railroad 
company  had  no  right  to  receive,  orany  municipal 
corporation  any  power  to  bestow,  one  cent  in  lur 
th°rence  of  the  enterprise. 

The  legislative  authority  was  obtained ;  and  then 
and  not  till  then,  did  the  county  of  Allegheny  cor.- 
tribute  its  money  to  the  other  resources  of  the  com 
pany.  This  very  money  which,  without  special 
legislative  authority,  the  railroad  company  coulo 
not  receive  or  apply  to  its  own  uses,  they  now. 
without  the  slightest  authority  of  express  law,  pro- 
pose to  bestow  on  another  and  distant  corporation. 
If  the  power  did  not,  and  does  not,  without  express 
authority,  exist,  to  receive  money  thus  subscribed, 
we  most  earnestly  deny  the  existence  of  any  im 
plied  power  to  part  with  it.  The  dissent  of  any 
single  tax  payer  of  any  ol  the  municipal  bodies  or 
stockholders  in  any  corporations  which  were  per- 
mitted to  subscribe,  is  sufficient  to  arrest  the  di- 
version of  morey  thus  contributed  to  a  precisely  de- 
fined trust  fund.  The  dissent  and  protest  formerly 
and  distinctly  made  of  a  whole  community  whose 
aggregate  contribution  amounts  to  over  one  million 
of  dollars,  ought  to  arrest,  and  must,  unless  every 
well  settled  principle  of  law  be  abrogated,  finally 
avert  the  measure  now  proposed. 

It  there  be  one  principle  of  law  well  settled  by 


resolution  this  day  adopted,  authorising asubscrip- 

tion  of  $700,000  to  the  capital  stock  of  the  Mari-jexpress  judicial  decision,  by  legislative  action,  and 
etta  and  Cincinnati  railroad  company.  They  en-  by  public  opinion,  as  recognised  andassenteo  to  by 
ter  this  protest  in  order  that,  hereafter,  no  acquies-lcourts  and  legislatures,  it  is,  that  a  corporation 
cencc  in  the  action  of  the  stockholders  may  by  any !  created  for  a  precisely  defined  object  has  no  power 
possibility  be  interred.  They  believe  such  a  sub- 1  beyond  those  expressly  conferred  by  its  charter, 
scription  entirely  unauthorised  by  the  charter  otj  Whatever  effect  as  among  themselves,  the  acqui 
the  company,  the  general  laws  of  the  common- jescence  of  corporators  may  have  on  measures  aside 
wealth  regulating  corporations,  at  variance  with  its,  from  the  main  end  and  strict  letter  of  the  character, 
true  interests,  a  violation  of  the  faith  pledged  to  its  there  can  be  no  question  that  the  dissent  of  any 
loanholders,  by  embarking  in  the  risks  and  respon-  considerable  number,  of  any  one  stockholder,  is 
sibililies  of  another  corporation,  and  cannot  be  le- sufficient  to  prevent  the  exorbitant  action  of  a 

majority.  The  deavest  and  the  clearest  right  of  a 
minority,  is  to  insist  on  the  strict  enforcement  of 
the  restraints  which  it  is  the  very  object  of  a  char- 
ter to  impose  on  a  majority.  That  dissent — this 
emphatic  protest — the  citizens  of  the  county  of 
Allegheny  now  make  against  a  measure,  which 
the  charter  of  the  Railroad  Company  never  autho- 
rized or  contemplated.  There  is  not  one  word  in 
that  instrument  to  permit  the  Pennsylvania  Rail- 
road Company  to  subscribe  to  a  foreign  corpora- 
lion.  Should  the  measure  now  adopted,  or  kindred 
measures  which  may  follow  in  its  wake,  lead  to  a 
forfeiture  of  the  charter  ot  the  Railroad  Company, 
and  the  sacrifice  of  the  vast  peconiarj  interesu 


galized  by  any  subsequent  law  or  enactment  against 
the  consent  of  a  large  body  of  or  even  one  individ- 
ual stockholder.  They  fear  that  such  an  applica- 
tion of  the  funds  of  the  company,  in  the  face  of  dis- 
sent by  a  large  body  of  stockholders,  without  the 
approval  of  the  loanholders,  or  any  authority  of 
law,  may  involve  the  company  in  the  penalty  ol 
forfeiting  its  charter.  Fearing  and  believing  this, 
desiring  to  incur  no  portion  of  the  responsibility, 
should  these  consequences  ensue,  and  resolute  that 
should  this  distant  adventure  incur  the  complaint 
or  affect  injuriously  the  interests  of  those  who  have 
loaned  their  money  to  make  a  railroad  within  the 
limits  of  Pennsylvania,  under  the  sanction  of  iu 


entrusted  toil,  uopart  of  the  respjnsibility  will  rest 
on  us  who  now  earnestly  proieJt.  Our  words  of 
warning  are  uttered  in  season.  Throughout  the 
charter  nothing  is  more  apparent  than  the  jealousjr 
of  the  Legislature,  of  the  affiliation  or  combination 
of  this  company  with  others.  T  le  branches  of  the 
road  itself  to  Indiana,  to  Union  "own,  and  others, 
are  made  a  matter  of  express  concession  ;  the  junc- 
tion of  the  Pittsburgh  and  Cunnellsville  Railroad 
is  as  expressly  provided  for  by  the  act  of  15th 
March,  1847. 

But  beside  these,  and  to  this,  iti  the  same  earnest 
and  respectful  language,  the  citi  sens  ot  Alleghany 
county  ask  attention.  It  is  expressly  made  the 
ground  of  a  forfeiture  of  the  c  larter,  to  loan  ot 
part  wim  any  part  of  the  money!  received  lor  sub* 
scriptiohs  to  any  other  corporation.  Yet  it  is  noir 
proposed  and  resolved  to  take  thel money  subscribed 
by  the  county  of  Allegheny,  ant^  against  her  con- 
sent, subscribe  it  as  common  stoik  (less  secure,  by 
far.  than  a  loan,)  to  a  company  of  another  Sute^^ 
whose  corporate  powers  are  bejond  the  control  oC 
the  Legislature  which  created  hnd  restricted  this 
company,  and  which  may,  if  toe  Legislature  of 
Ohio  please  to  grant  them,  have  banking  or  other 
privileges,  and  whose  nearest  point  of  contact  it 
more  than  ^t'ty  miles  from  the  libe  of  the  Pennsyl- 
vania railroad.  Against  this  perversion  of  theif 
money,  and  this  clear  violation  0f  corporate  doty, 
we  do  most  earnestly  protest.       j 

The  citizens  of  Alleghany  coufaty  further  protest 
against  it  as  a  breach  of  faiih  pledged  to  tbem. 
Their  money  was  subscribed  lor  the  purpose  only 
of  constructing  a  railroad  from  Harrisburg  to  Pitts- 
burg—not  a  railroad  from  Greetfsburg  to  Wheel- 
ing— still  less  for  a  road  from  Wheeling  to  the 
mouth  of  the  Muskingum.  No<  one  dollar  could 
have  been  obtained,  had  the  id^a  been  suggested 
that  part  of  that  dollar  was  to  be  ilsed  for  objects  ad- 
verse to  our  local  interests.  Would  the  citizens  of 
Philadelphia  acquiesce  in  the  tise  ot  the  money 
they  have  invested  in  this  corporation,  to  the  con- 
struction of  a  road  from  HarrisbUrg  to  Easton,  ia 
the  direction  of  New  York,  or  wiouid  they  counte 
nance  for  one  moment  an  appeal  fronuAIIegheny 
county,  to  permit  the  corporate  crHit  of  the  compa«' 
ny  to  be  applied  to  a  railroad  from  Pittsburg  to 
Baltimore.  The  pledge  the  railroad  company 
gave  when  the  subscription  was  tagerly  and  grate 
fully  received,  was  that  it  should  be  used  tor  the  on* 
purpose  then  in  view,  the  construction  and  main- 
taining (and  for  this  every  doUa^  will  be  needed) 
of  the  road,  of  which  50  miles  westward  from  Phil" 
adelphia  and  50  miles  eastwari  from  Piiisbur^ 
were,  as  a  new  security  to  local  interests,  to  be  ^rit 
constructed.  Against  the  violatijon  of  this  express 
pledge  the  citizens  of  Allegheny  County  tnler  iheir 
protest.  The  contract  which  a  corporation  makes 
with  its  stockholders  to  use  their  funds  for  the  pur- 
pose only  for  which  the  corporation  is  created,  has 
always,  till  now,  been  held  sacked,  or  has  never 
been  violated  with  impunity. 
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The    citizeas    ut    Allegbauy  cuuiiiy,  thetelure,  I  and  the  [)raciical  consequtuce  ut  such  acts,  in  ibcirisalely  extended,  but  that  the  city  ot  Pittsburgh  has 
weighing  well  the  duty  they  owe  to  themselves  and  general  application.  la  dfrect  interest  in  the  construction  of  both.    With 

The  objections,  of  course,  suggest  themselves  to  regard  to  the  Hempfield  road  we  have  great  doubts 
every  one.    Here  is  a  company,  chartered  and  or- 'as  to  the  expediency  of  the  proposed  measure.  We 


to  the  laws  of  the  land — the  duty  they  owe  to  their 
lellow  citizens  in  the  eastern  part  of  the  state,  bound 
together  as  they  are,  and  always  hope  to  be,  by  ties 
ot  interest  and  brotherly  feeling,  believe  it  to  be  a 
part  ot  that  duty  to  make  this  pretest  against  what 
is  pernicious  to  their  judgment,  and  may  be  fatal 
to  the  interests  involved  in  the  great  enterprise  of 
the  Pennsylvania  railroad.  That  work,  sustained 
not  only  by  individual  subscriptions,  but  by  contri- 
butions from  municipal  corporations,  liable  neces- 
sarily tu  tiuctuations  of  opinion  and  feeling,  which 
are  bound  to  exact  a  rigid  accountability — reaching 
from  one  end  to  the  other  of  the  state  and  exposed 
from  its  very  extent  and  apparent  influence  to  a 
jealous  public  scrutiny — can  only  be  successfully 
consummated,  and  securely  protected  by  a  strict 
performance  of  corpurate  duty  and  a  cautious  ob- 
servance ot  every  restraint  which  the  letter  of  its 
chartei*pre«cnbes.  So  long  only  is  it  safe — so  long 
only  ought  it  to  be  safe.  If,  lorgetting  these  res- 
traints— it,  disregarding  this  protest,  made  at  an 
early  moment,  and  when  the  first  step  beyond  direct 
railway  connection  is  contemplated,  and  embarking 
in  loans  and  subscriptions  of  such  an  enormous  a- 
mount  to  foreign  ci  uipauies  and  making  itself  res- 
ponsible fur  their  eirurs,  the  Pennsylvania  railroad 
company  ventures  further  in  this  career  of  experi- 
ment and  adventure,  the  end  need  not  be  foretold. 
It  will  not  be  the  first  corporation  which,  seduced 
from  the  plain  path  of  its  interest  and  duty  by  dis- 
tant and  speculative  temptations,  aside  from  the  le- 
gitimate advantages  which  the  promotion  of  local 
interests  secures,  has  fallen  under  the  burthen  of 
accumulated  errors  and  wrongs,  and  has  been  re- 
membered for  its  ruin  of  all  who  trusted  to  its  faith 
and  ventured  their  money  in  the  confidence  that 
it  would  confine  itself  within  the  restraints  imposed 
by  the  letter  of  its  charier.  W.  Robinson,  Jr. 
On  behalf  of  Commissioners  of  Allegheny  Co. 

We  publish  the  above  protest  at  th<  request  of 
Gen.  Robinson,  who  expresses  a  hope  that  we  shall 
concur  with  him  in  the  views  which  he  so  forcibly 
sets  forth.  Waiving  all  considerations  as  to  the 
rights  involved,  and  the  influence  that  the  proposed 
subscription  swill  exert  as  precedents  to  be  followed 
in  other  cases,  we  are  certainly  in  favor  of  their 
being  made.  Thus  viewed,  the  subscriptions,  in 
the  several  cases  are  aid,  that  a  rich  and  powerful 
company  may  very  properly  extend  to  meritorious, 
bat  comparatively  weak  projects.    ,\  { 

As  tar  as  the  results  of  tfiese  subscriptions  are 
concerned,  the  city  ot  Pittsburgh  will  be  the  gainer 
by  them.  We  think  it  of  the  highest  importance  to 
that  city,  that  the  Marietta  road  should  be  extended 
north,  so  as  to  enter  into  communication  with  it. 
The  construction  of  the  Ohio  and  Indiana  road, 
too,  cannot  fail  to  be  highly  advantageous  to 
Pittsburgh. 

The  principal  objection  arises,  undoubtedly, 
from  the  subscription  to  the  Hempfield  road,  on  the 
ground  that  its  construction  would  be  injurious  to 
the  interests  of  Pittsburgh.  We  think,  bowever 
'  that  that  city  has  nothing  to  fear  from  Mich  a  re- 
.sult.  We  have  no  idea  that  the  prosperity  of  such 
a  city  rests  upon  so  precarious  a  foundation,  as  to 
be  threatened  by  the  construction  of  any  road  in  its 
immediate  vicinity,  whatever  may  be  its  object  or 
direction.  Pittsburgh  is  now  a  town  of  so  much 
importance,  that  she  cannot  be  avoided  by  the  trav- 
el and  commerce  passing  east  and  west  through 
central  Pennsylvania.  We  think  her  citizens  at- 
tach altogether  too  much  importance  to  the  Hemp- 
field project,  and  anticipate consequen:es  that  exi^^t 
only  in  imagination.  This  is  our  idea  of  the  mat 
ter.  6c?t  we  ac^mii,  that  should  the  result  of  the  act 
complained  of  prove  favorable,  even  to  Pittsburgh, 
this  fact  by  no  means  disposes  of  the  real  points  at 
issue,  which  are  the  competency  of  the  Pennsylva 


ganJzed  for  the  specific  purpose  of  constructing  a  believe  it  would  have  been  much  wiser  for  Phila- 
railroadbetweenPittsburghandHarrisburgh;  with  defphia  to  have  made  Pittsburgh  a  point  in  the 


this  limited  object  in  view,  the  county  of  Allegheny 
takes  81,000,000  of  its  slock.  And  there  is  no  pre- 
tence that  this  sto<.k  would  have  been  taken,  bad  it 
been  anticipated  that  the  company  would  ever  have 
extended  aid  to  the  Hempfield  road.  Have  this 
company,  therefore,  any  right  to  engage  in  enter- 
prises not  contemplated  in  the  partnership  for  con* 
struc'.ion  1  Admit  the  afiirmative,  and  there  is 
nothing  to  prevent  the  Pennsylvania  company  from 
guaranteeing  the  interest  on  a  railroad  to  the  Pa- 
cific, or  from  going  into  projects,  in  which  the 
original  object  of  the  organization  is  lost  sight  of, 
and  its  whole  capital  lost  or  squandered. 

There  can  be  no  doubt  whatever  that  the  prece- 
dent here  established  is  a  dangerous  one.  It  is  not 
only  opposed  to  prudence,  which  is  also  the  correct 
policy ;  to  the  commonly  received  maxims  in  com- 
mercial affairs,  but  is  liable  to  be  exercised  in  vio- 
lation  of  private  right.  There  may  be  instances 
where  a  stockholder  may  with  justice  object  to  any 
departure  by  the  company  from  its  original  objects. 
In  such  cases  good  faith  is  violated.  But  to  our 
minds  the  great  objection  is  the  danger  that  the  aid 
may  be  extended  to  unworthy  objects.  And  here 
lies  the  objection  which  we  have  so  often  expressed 
to  subscriptions,  by  cities  or  counties,  to  railroad 
projects.  A  railroad  should  not  be  built  where  the 
people  CD  its  line  cannot  and  will  not,  furnish  vol- 
untarily, a  considerable  portion  of  the  means  re- 
quisite for  its  construction,  for  the  reason,  that 
where  such  ability  does  not  exist,  there  will  not  be 
found  probably  sufiicient  business  for  the  support 
of  the  road;  and  for  the  additional  one,  that  the  ap- 
plication of  such  a  rule  is  the  only  test  by  which 
we  can  detect  the  sound,  from  the  speculative  pro- 
jects. A  community  may  be  very  glad  to  get  a 
railroad,  when  ihey  would  not  put  a  penny  into  the 
enterprise.  Persons  too,  will  be  very  ready  to  vote 
the  credit  of  the  corporation  in  which  they  reside, 
to  a  road  in  which  they  would  noiinvt^ipersonally. 
So  long  therefore  as  any  ways  are  left  open  to  build 
^railroads  on  credit  alone,  the  public  is  liable  to  be 
imposed  upon  by  projects  that  can  be  built  in  no  other 
manner,  and  which  will  never  pay.  Ofi  thecontrar- 
ry,  when  parties  getting  up  a  road,  furnish  a  portion, 
say  one  half  its  cost,  the  presumption  is,  that  the 
route  that  can  furnish  so  much  means  Xor  construc- 
tion, will  also  afford  sufficient  business  for  the 
support  o{  9k  X02L.A.  The  fact  too,  that  the  parties 
immediately  connected  with  such  road,  have  a 
large  personal  interest  at  stake,  is  a  good,  and  is  in 
fact  the  only  safe  guarantee,  for  its  prudent  and 
economical  inanagement.  Railroads  are  purely 
commercial  enterprises,  and  the  moment  the  prin- 
ciples that  should  be  our  guide  in  such  cases,  are 
discarded,  the  danger  of  an  untoward  result  be- 
comes imminent.  For  these  reasons  therefore, 
credits  of  either  cities  or  counties,  or  of  friendy 
companies,  should  only  be  resorted  to  in  cases  of 
extreme  necessity. 

We  believe  we  have  stated  the  correct  rules 
which  should  govern  the  action  of  railroad  com- 
panies in  going  beyond  the  manifest  and  original 
objects  of  their  organization.  We  do  not  of  course 
deem  ourselves  competent  to  make  any  applica- 
tion of  them  in  the  cases  before  us.  With  regard 
to  the  Marietta,  and  Ohio  and  Pennsylvania  roads, 


route  to  Wheeling,  as  well  as  to  Northern  Ohio. 
We  are  informed  that  with  a  very  slight  increase  of 
distance,  this  might  have  been  effected.    Such  a 
course  would  have  harmonized  the  interests  both  of 
Philadelphia  and  Pittsburgh.    These  twocitiesare 
more  widely  estranged,  and  the  latter  is  already 
projecting  new  works  for  the  purpose  of  bringing 
herself  into  relations  with  other  markets  and  cen- 
ter of  trade.  We  are  convinced  that  no  reasonable 
effort  should  have  been  spared  by  Philadelphia  to 
return  the  good  will  of  Pittsburgh,  a  city  through 
which,  by  far  the  greater  portion  of  the  trade  be- 
tween Philadelphia  and  the  West,  must  always 
pass.     .  ....,._  _:  .._..  .,  ......  ...^  ...  .   ..     ..,....-•. f- 

But  in  such  matters,  as  in  the  application  in  the 
present  case,  of  the  principles  we  have  above  stated, 
we  admit  that  our  own  views  are  not  entitled  to 
great  weight,  from  the  fact,  that  we  have  not  before 
us  the  evidence  necessary  to  a  correct  decision.  In 
the  abstract,  oZi  the  companies  named'haveequahy 
our  good  will,  and  have  received  such  support  as  we 
could  render.  The  lime  has  now  come,  however, 
in  which  unless  great  caution  be  observed,  injudi- 
cious and  unwise  measures  will  be  adopted,  and 
not  only  must  all  projects  based  entirely  upon 
credits,  be  discouraged,  but  often  those  constructed  to 
meet  the  wants  of  a  business  already  sufficiently 
accommodated  by  existing  works. 

Masaaebuaetts. 

Western  Railroad.— The  eighteenth  annual  report 
of  this  company  exhibits  the  acts  and  doings  of  the 
directors  during  the  year  ending  Nov.  30,  1852. 

RECEIPTS  AND  EXPENSES. 

Receipts:  j 

From  passengers $615,480  87  i 

"      Freight 683,062  85  1 

"     Mails  and  other 

sources 39,329  37—81,339,873  99 

Expenses :  ..    .          .    \ 
Repairs  of  roadway . .  .8158,988  01 

Engines...  48,208  81                         \ 

"      Passenger  and  ; 

freight  cars.  74,388  81               .         i 

'•       Buildings....  13,354  86 

Transportation  eipcn-  ' 

sea 336,804  45 

General  expenses 24,933  23 656,678  17 

Net  earnings  for  the  year 8683,194  93 

From  which  deduct: 

Interest  and  exchange  ,      : 

on  state  loans  etc.  ..8284,461  20  '1 

6i  per  cent  dividend  to                  .  -    T 

stockholders 334,750  00  I 

I  per  cent,  dividend  to  j 

sinking  funds 50,000  00 

Loss  on  Pittsfield  and  '                ' 
North    Adams  rail- 
road        4,691  78 673,902  98 


The   receipts  of  the  Pittsfield 
pi«  company  to  make  ih«  proposed  subscriptions,  we  believe  that  the  proposed  aid  may  not  only  bej  railroad  for  the  year  were : 


Surplus  earnings  carried  to  contin- 
gent fund,  l852 

Add  balance  to  credit  of  do.  Nov. 
30,1851 


89,291  94 
128,121  59 


Total  amount  of  contingent  fund, 

Nov.  30,  1852 8137,413  53 

The  total  value  of  the  Massachusetts 

Sinking  fund,  Nov.  30,  1852 8773,343  32 

Ofthe  Albany        "  "      349,155  81 


81,122,449  13 
and  N.  Adams 


-N-f  ■. 
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Passengers $\l,bZi  57 

Freight 21,963  38 

Other  sources 900  00 


$40,395  55 
(Expenses 18,087  33 


Net  income S22,308  22 

Amount  charged  guaranty  fund  lor  defi- 
ciency  '. 4,69178 

S27.000  00 
From  which  two  dividends  were  paid  of  3  percent, 
each,       -.. .    .  ■  ■ 

The  receipts  of  the  corporation  for  the  year  1852, 
as  compared  with  the  preceding  year,  will  stand 
thus: 

Other 
Passengers.  Freight,   sources.         Total. 

1851 S603,207  S714,362  $36,324    $1,353,894 

1852 615,481     685,062     39,329      1,339,873 


Increase...  S12,274  »3,005 

Decrease..  S29,300  S  14,021 

During  the  year  15}  miles  of  new  rails  hare 
been  laid  weighing  61  and  63  pounds  per  yard. 
Thirty  four  thousand  eight  hundred  and  sixty-nine 
sleepers  have  been  laid,  33,501  between  Albany  and 
Worcester;  1,368  between  Pittsfield  and  North  Ad- 
ams. Five  trussed  frame  bridges  have  been  rebuilt 
of  an  aggregate  length  of  378|  feet,  two  road  and 
farm  bridges,  length  123  feet;  and  a  bridge  under 
the  railroad  at  Wilbraham,  6,113  lineal  feet 
hare  been  re-ballasted  west  oi  the  State  line; 
ten  wooa  sheds  have  been  built,  one  passenger 
engine,  eight  freight  cars,  one  baggage  car 
and  61  new  trucks  have  been  built  in  the  shops  of 
the  company  during  the  year.  The  directors  in 
supplying  new  rails,  have  adopted  the  policy  of 
re-manufacturing  the  worn  out  rails.  Some  1,000 
tons  were  thus  re-manufactured  during  the  year  by 
the  Bay  State  Iron  Co.,  and  present  a  fine  appear- 
ance. 

There  have  been  1 1  fatal  accidents  on  the  road 
during  the  year  none  of  whom  were  passengers. 

Arrangements  have  been  made  with  the  Harlem 
company  by  which  23  miles  of  the  Western  rail- 
road is  brought  into  use  for  an  important  and  in- 
creasing freight  business  between  New  York  and 
Albany. 

Tne  total  mileage  in  1851  was  774,609,  and  in 
1852,  848,002,  being  an  increase  ot  73,393  miles 
run,  explaining  with  the  reduction  of  the  joint  ta- 
riff of  the  Boston  and  Western  roads,  (equal  to  a- 
bout  12  per  cent.)  why  expenses  have  been  greater 
and  receipts  less  in  1852  than  in  1851. 

Official  returns  made  to  the  legislature  by  eight 
of  the  principal  railroads  in  Massachusetts  for  the 
year  1846,  '47,  '48,  '49  and  '50,  contain  lacts  which 
can  neither  be  disregarded  nor  controverted.  The 
roads  referred  to  are  the  Boston  and  Worcester, 
Boston  and  Providence,  Boston  and  Lowell,  Boston 
and  Maine,  Fitchburg,  Eastern,  Old  Colony  and 
Western.  During  the  years  enumerated  and  on  all 
the  roads  named,  490,838,686  passengers  and  268,- 
551,340  tons  freight  were  carried  one  mile,  and  to 
do  this  work,  13,755,550  miles  were  run  by  engines; 
this,  with  the  exception  of  the  mails  and  expresses 
constitute  all  the  work  done  in  five  years  by  the 
several  roads  specified ;  to  do  this  work  it  cost,  ex- 
clusive of  the  interest  on  the  capital  employed, 
$10,977,839,  or  at  the  rate  of  1  44  cents  per  passen- 
ger ox  per  ton  of  freight  carried  one  mile;  that  is 
to  say,  the  average  cost  ol  carrying  one  of  the  tons 
affreight  one  mile  was  very  nearly  1^  cents.  The 
proportions  due  to  each  canna  be  specified,  as  the 
i^anner  in  which  the  returns  are  made,  does  not 


admit  of  distinguishing  between  the  cost  of  trans- 
porting passengers  and  that  of  freight.  However 
this  proportion  may  be,  there  is  the  fact,  that  759, 
390,026  of  both  cost  at  the  rate  of  nearly  one  and  a 
half  cents  per  mile  for  each ;  whether  the  cost  of  a 
passenger  carried  one  mile  be  assumed  at  one  cent, 
and  a  ton  of  freight  one  mile  at  two  cents,  or  in  any 
other  proportion,  is  immaterial,  the  main  result  is 
the  same — the  mean  cost  as  determined  from  the 
aggregate  ffumber  of  passengers  and  tons  carried 
one  mile,  being  1}  cents  nearly. 

These  statistics  admonish  the  proprietors  of  rail- 
roads to  compel  their  agents  to  adhere  to  such  prin- 
ciples in  their  management  as  are  sanctioned  as 
safe  in  practice.  , 

One  per  cent  of  the  net  earnings  are  by  law  to  be 
paid  into  the  kinking  funds  for  the  payment  df  the 
bonds  of  the  Co.  and  at  their  maturity  1st  Jan.  1870, 
will,  as  staled  in  the  report  of  the  Investigation 
committee  probably  amount  to  S4,452,424. 

The  following  statement  exhibits  the  total  means 
provided  for  the  construction  of  the  Western  rail- 
road and  Albany  and  West  Siockbridge  railroad. 

51,000  shares  capital  stock $5,150,000  00 

je899  900  sterling  bonds  average  due 

Julys,  1869 4,319  520  00 

Albany  city  bonds 1,000,000  00 

Total  means $10,469  520  00 

Amount  paid  sinking  fund 459,578  62 


Net  means $10,009,941  38 

Total  cost  of  road  and  equipment..     9,953,758  84 
Expended  on  account  of  new  station 
house  at  Springfield 63,079  60 


Balance  expended  for  construction 
more  than  realized  and  which  is 
now  due  income 


$10,016,838  44 


6,897  06 


Cleveland  and  Columbiu  Railroad. 

FHnancial  Statement  of  the  affairs  of  the  Clevelarul 
and  Columbus  Railroad,  for  the  year  ending,  Nov. 
30,  1852: 

Construction $2,974,316  24 

Cars  and  engines 452.581  17        ' 

$3,426,897  41 

Bills  receivable 37.843  00 

Real  estate 29,230  59 

Cleveland  city  and  De- 
laware county  bonds.  141,000  00 

Columbus  and  Xenia 

railroad  stock 4,400  00 

Cleveland  and  Cincin- 
nati Telegraph  stock.  3,000  00 

Individual  and  other  ac- 
counts   12,629  30     228,102  89 


New  Tork  and  Erie  Rai 

Return  of  Ike  New  York  and  Erie 
for  the  year  ending  Sept.  30, 1852 
26,  1852.) 

Capital  stock  as  by  charter.... ... 

Amount  of  stock  subscribed 

Amount  paid  in,  as  by  last  report.. 

Total  amount  now  paid  in  of  capi- 
tal stock 

Funded  debt  as  by  last  report . . 

Total  amount  now  of  funded  debt. . 

Floating  debt  as  per  last  report . . . 

The  amount  now  of  floatingdebl. . 

Total  amount  now  ot  funded  anc 
floating  debt 

Average  rate  per  annum  of  interesi 
on  funded  debt 


{ lr*ad. 

railroad,  being 
Received  Dec. 


$10,500,000  00 
7,766.991  17 
5,992,289  29 

7,766991   17 

14,503,b68  90 

18,003,868  90 

2  957,376  31 

1,3-23,053  55 


19,326,922  45 
7  per  cent. 

COST  OF  BOAD    AND  EdUIPllBNT. 

As  per  last  report,  "o  present  time. 
For  graduation  and 

masonry $9,388,636  38    $10,661,624  92 

included  above 


3,655,000  30 

Capital  stock $3,027,000  00 

Contributions  for  pre- 
liminary surveys 1,462  59 

Mortgage  bonds 355,000  00 

Other  Convertible 
bonds 50,000  00 

Other  bonds  not  conver- 
tible    3,200  00 

Bills  payable  and  other 
liabilities 8,231  64 

Amount  borrowed  from 
earnings 210,106  07  3,655,000  30 

Gross   earnings  for  year 
ending  this  day $777,793  22 

Running  expenses  "    "  ..   294,339  42 

$483,453  80 

Interest  for  vear   ending 
this  day . . ,'. $72,649  67 

Dividend  7  per  cent,  declar- 
ed 1st  Aug 133,786  13   > 

Amonnt  carried  to  conlin-  ^■.. 

gentlund  1st  August...      31,933  49 

Balance  applicable  to  divi-    »  .f  '     / 

dend  and  contingent  pur- 

:    poses 245,084  52  $483,453  80 


Bridges 

Superstructure,  in- 
cluding iron 4,230,508  96 

Passenger  and  fre't 
stations,  buildings 
and  fixtures 764.305  91 

Engine  and  car- 
houses,  machine- 
ry and  fixtures. . .  inclade^  above. 

Land,  land  damages 
and  fences 990,854  85 

Locomotives  and 
fixtures,  and  snow 
plows 1,117,643  96 

Passenger  and  bag- 
gage cars 178,290  84 

Freight  and  other 
cars 859,255  26 

Engineering  and  a- 
gencies 443,886  80 


4,790,322  46 


1.048.199  53 


1,077,365  67 

1,349,987  29 
262,878  78 

1,162,745  22 
475,S21  29 


Total $24,028,858  20  :  $27,551,205  71 

L 
CHAEACTERISTICS  OF  RDAD. 

(..englh  of  road,  main  line  from  Piermont 

to  Dunkirk 446  miles. 

Length  of  road  laid 446      " 

Licngth  of  double  track  including  si  lings.  80{     '< 
Length  oi  branches  owned  by  the  compa- 
ny, laid,  Newburgh  branch....  i 18|    " 

Length  of  double  track  laid  on  same 2      " 

Weight  of  rail  per  yard  on  main  {track, 

58,  62,  65,  68,  and  72  lbs. 
Number  of  engine  houses  and  shofs....  19      " 

Number  of  engines 1 142      " 

^  passenger  cars,  Isi  class 
Rated  as  eight  |  75 ;  do  2nd  class  ahdem- 
^igrant,  16;  baggagt,  mail, 
wheel  cars.        |  and    express  carl,  43 ; 
J  freight  do  1,834.    | 

DOINCS  or  THE  YEAR  IN  TRAKS^ORTaTION. 

Miles  run  by  passenger  trains... i 1, 062,424 i 

Miles  run  by  freight  trains i 1,326,8464 

Rate  of  fare  per  mile  charged  to  passen- 
gers in  respective  classes,  1st  cla^  2c; 
2d  class,  lie;  3d  class  4-5c. 

Number  passengers  (all  classes) carried, 
ia  cars 1 864,330 

Number  of  miles  travelled  by  passen- 
gers, or  number  of  passengers  c:  rried 
one  mile .....81,179,554 

Number  of  tons,  of  2,000  pounds,  cf  fre't 
carried  in  cars 456,460 

Total  movement  of  freight,  or  nc  mber 
of  tons  carried  one  mile ....96,697,695 

Average  rate  of  speed  adopted  by  ordi- 
nary passenger  trains,  incl  iding 
stops,  (miles  per  hour) 

Rate  of  speed  ot  same,  when  in  mjtion. 

Average  rate  of  speed  adopted  ly  ex- 
press trains,  including  stops 

Rate  of  speed  of  same  when  in  uxttion. 

Average  rate  of  speed  adopted  by  f  eight 
trains,  including  stops 

Rate  of  speed  of  saa»e  "when  in  m^on. 

Average  weigh*  in  tons  of  passtenger 
trains,  ej(Cjusive  of  passengeits  and 
baggage 

Average  weight  in  toas  of  freight  i'ains, 
exclusive  of  freight j-  ••••  149 


cL^kA^'f^te^'^^.  ^  ,^.- . 


31 
39 

37 
33 

10 
15 


96 


^rjum^f^l'W  »i^^?l|lp^-»WJ"'JI,»-','llJ»     'JH'^"   "m^^rnp^-fr 


116 


vl 
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The  amouDt  ot  Ireight  in  tons: 

The  product  of  the  forest 76,908 

"  "    animals 75,943 

Vegetable  food 56,^29 

Other  agricultural  products 2  419 

Manufactures 74.847 

Merchandise 50  6»7 

Other  articles* 118,724 

EXPCNSRS  OP    MAINTAININO    ROAD. 

ALLOTTED  TO. 

-        ,  Pass.    Freight 

transpor-    trans- 
Amount,      tation.  portat'n 
Repairs  of  road-bed  and 
railway,  excepting 

cost  of  iron Sl8S,391 

Cost  of  iron   used  in 
lepairs.  918  tons,  ai 

$60  per  ton 55  080 

Repairs  of  buildings.       5,614 
Repairs  oflencesand 

gates 3,948 

Taxes  on  real  estate.     43,233 


883,770    8104,620 


24,492 
2,496 

1,755 
21.616 


30,587 
3,117 

2,192 
2l.61li 


Totals ft29ti,267  8134,131     8162,135 

EXPENSES  OF    ilEPAIRS  OF    MACHINERY. 

Repairs  ot  engines  aud 

tenders 8203,312    8106,318    896,994 

Repairs   ot  passenger 

and  baggage  cars..     63,355      63,355      

Repairs  ot  treight  cars     68,804 
Repairs   of  tools  acd 

machinery  in  shops.     24,389 
Incidental     expent^es, 

including  oil,  tuel, 

clerks,     watchmen, 

etc.,  about  shops..      18,685        8,290 


10,821 


68,804 
13,5C8 


10,394 


Touls 8378,546  8188,785  8189,761 

CXPENSES    OF    OPERATING   THE    ROAD.  ^ 

Office   expenses,  sta- 
tionery, etc 828,812    813,202     815,610 

Agenu  and  clerks....     79,868       35,427        44,440 

Labor,     loading    and  ' 

unloading  freight..     90,367        90,367 

Porter,  watchmen  and 
switch  tenders 21,420        9,504        11,915 

Wood  and  water  sta- 
tion attendance....       6,019        2,670  3,348 

Conductors,    baggage 
andbrakemen 178,410      81,822       96,587 

Enginemen  and  fire- 
men    131,222       51,170        80,051 

Fuel,   cost   and  labor 
preparing 262,363      75,007      187,355 

Oil  and  waste  for  en- 
gines and  tenders . .     54,449       24,772        29,676 

Oil    and    waste     lor 
treight  cars 21,625       21,625 

Do.,  do.,  for  pa&senger 
and  baggage  cars..     11,921       11,921         

Loss  and  damage  of 

goods  and  baggage.     36,766         3,383        33,383 

Damages  for  injuries 

to  persons 15.638       18,638  ..... 

Damages  to  property,  I 

including  damages  I 

by  fire    ai<d    cattle 
killed  on  road 4,857         2,163  2,694 

General     superinten- 
dence      20,120         8,927        11,192 

Contingencies 20,090        8,914        11,176 


Totals 8986,953  8347,526    8639,427 

CARNINOS   and   cash    RECEIPTS  AND   PAYMENTS. 

1st.  Earnings: 

From  passengers 81i382,636  87 

From  freight 1,883,198  76 

From  other  sources 27 1 ,930  90 


83,537,766  53 

2d.  Receipts : 

From  passengers $1,371,529  29 

Fromfreight 1,905,884  39 

From  other  sources 292,401  7o 

3d.  Payments  other  ibaa  for  coiutruction : 


For  transportation  expenses 81,691,623  82 

For  interest 1,114,939  07 

For  dividends 416334  00 

Rent  of  Chemung  railroad 36,000  00 

Expenses  Hudson  River  (crry 143,544  28 


83,382,441  17 


Journal  of  Railroad  IjaMr. 

THE  LAKE  SHORE  RAILROAD  CASE. 

Although  we  have  lately  presented  an  abstract  of 
the  dissenting  opinion  of  Judge  Lewis  of  the  Su- 
preme Court  of  Pennsylvania  in  the  highly  import- 
ant case  of  Tke  Commonwealth  vs  the  Franklin  Canal 
Company,  it  may  be  well  to  exhibit  more  fully  than 
we  have  done  some  ol  the  grounds  upon  which  he 
decided  that  an  injunction  ought  not  to  be  issued 
against  the  defendants. 

"  Itwatf  urged"  says  Judge  Lewis,  in  substance, 
"  as  one  leason  lor  issuing  the  injunction  that  the 
company  have  threatened  to  construct  their  road 
across  the  public  highways  of  the  Commonwealth. 
This  objection  if  ruled  would  prevent  the  company 
Irom  constructing  any  road.  A  railroad  is  a  pub- 
lic highway.  The  right  to  construct  one  involves 
the  right  to  cross  other  highways, — although  the 
crossings  must  be  made  as  convenient  as  may  be; 
and  in  this  case  the  route  of  the  road  has  been  sub- 
mitted to  and  approved  by  the  roaa  commissioners 
of  Erie  county. 

It  is  also  alleged  "  that  the  Legislature  in  char- 
tering the  company  meant  to  secure  the  construc- 
tion ot  a  railroad  from  Pittsburgh  to  Lake  Erie, 
iind  that  the  company  in  constructing  the  Erie  di- 
vision, before  completing  the  other  parts  of  the 
road,  have  violated  their  charter."  But  all  por- 
tions of  a  railroad  line  cannot  be  finished  simulta- 
neously. The  most  necessary  portion  should  be 
first  constructed  ;  as  has  been  done  in  first  con- 
structing the  Erie  division.  But  it  is  not  true  that 
tht  company  were  bound  to  construct  a  railroad 
from  Pittsburgh  to  Lake  Erie.  By  their  act  of  in- 
corporation they  were  directed  lo  repair  the  said 
Canal  and  Slack-water  navigation.  By  the  act  ol 
1849  the  company  have  the  privilege  of  constructing 
a  railroad  if  deemed  most  expedient.  They  may 
maintain  the  Canal  and  slack-water  navigation,  if 
they  please,  forever.  They  have  the  privilege  ol 
extending  from  "  the  north  end  of  the  canal"  to  Lake 
Erie,  and  from  the  south  to  Pittsburgh  by  such  route 
as  the  company  shall  deem  most  expedient  and  advan- 
tageous. 

But  the  great  matter  charged  is  that  the  company 
have  committed  a  stupendous  fraud  in  locating 
their  road  from  the  north  end  of  their  Canal  to 
Lake  Erie,  in  such  a  manner  as  to  approach  the 
Ohio  and  to  attract  and  accommodate  a  large  am- 
ount of  travel  and  trade  passing  along  the  shore  of 
the  Lake  between  Cleveland  and  Buffalo.  In  con- 
sidering this  charge,  it  is  necessary  to  divest  our 
minds  of  the  narrow  and  illiberal  notion  that  the 
commerce  hetween  the  States  is  repugnant  to  the 
policy  of  the  Commonwealth,  or  is  a  violation  of 
her  rights,  or  an  insult  to  her  sovereignty,  or  some 
other  high  tflfence,  which  deserves  condemnation  or 
rebuke.  It  is  peither.  It  is  nothing  but  the  exer- 
cise of  a  natural  right;  recognized  by  the  laws  of 
nations,  and  sanctioned  throughout  the  civilized 
world.  In  the  primitive  communion,  before  gov- 
ernments were  established,  the  general  right  of 
travelling  over  the  earth  for  the  purposes  of  com- 
merce and  other  innocent  purposes,  existed  free 
from  control.  This  right  still  exists  as  a  remain- 
der of  that  primitive  communion  which  has  not 
been,  and  neVer  will  be  surrendered,  so  long  as  the 
people  have  intelligence  to  know  their  rights  and 
the  courage  to  preserve  them.  Among  independ- 
ent and  separate  nations  the  rights  of  commercial 
intercourse  cannot  be  molested,  nor  can  an  inno- 
cent passage  be  denied  without  just  reason).  Such 
unjust  denial  or  molestation  is  a  jus*  cause  of  war. 
This  doctrine  is  fully  sustained  b;r  Vauel,  and  by 
other  writers  of  the  principles  ot  international  law. 
It  is  true  that  these  rights  were  necessarily  imper- 
tiect,  becauise  they  were  subject  to  the  control  ol  in- 
dependent n^iiona,  i^bo  could  not  be  compelled  to 
afii47er  for  their  violation,  except  by  means  of  war. 
Under  t«ie  federal  constitution  of  the  Union,  the 
rigbt9  wilich  wer«  *iipperfect  before  became  perlect 


by  means  ol  the  last  resort  of  nations.  But  by  enter- 
ing into  the  security  lor  their  enjoyment  which  was 
furnished  by  that  instrument,  the  power  to  regu- 
late commerce,  whether  with  "  foreign  nations," 
with  "  the  Indian  tribes"  or  "among  the  States," 
belongs  to  Congress. 

For  the  purpose  of  protecting  this  power  and 
right  frcm  embarrassment,  it  has  been  vested  in 
Congress  exclusively.  A  learned  commentator  on 
the  Constitution  informs  us  that  the  object  of  the 
power  was  "  the  relief  of  the  states  which  import 
and  export  through  other  slates  from  the  levy  of 
improper  contributions  by  the  latter,"  and  he  states 
that  "  it  has  been  settled  upon  the  most  solemn  de- 
liberation that  the  power  thus  granted  is  exclusive- 
ly in  the  government  of  the  United  States."  (Story 
sec.  515.)  A  determination  to  preserve  in  perlect 
freedom  the  right  of  passage,  and  the  commercial 
intercourse  among  the  stales,  free  from  the  confu- 
sion which  would  result  from  a  separate  action  of 
the  several  states,  has  been  constantly  manifested 
on  all  proper  occasions. 

Our  government  has  in  regara  to  the  navigation 
both  of  the  Mississippi  and  ol  the  St.  Lawrence, 
maintained  the  right  of  free  passage  to  be  a  natu- 
ral right,  and  the  rights  of  passage  by  land  and  by 
water  are  of  the  same  character. 

There  was  then  nothing  wrong  in  connecting 
with  the  Great  West,  and  with  the  slate  of  New 
York. 

The  numerous  accidents  which  have  occurred  to 
steamboats  on  the  lake,  the  perils  of  night  traveling 
in  vessels  badly  managed,  and  not  capable  of  ac- 
commodating that  immense  trade  and  travel, 
the  periodical  inlsrrupiioa  by  the  elements  of  this 
method  of  conveyance,  the  immense  sacrifice  ot  hu- 
man life  which  constantly  occurs  on  the  lake,  by 
means  of  storm  and  fire,  and  other  causes,  demand 
with  an  energy  which  never  can  be  resisted  that 
the  right  of  passage  along  the  lake  shore  shall  not 
be  violated.  In  despotic  governments  the  people 
are  denied  the  privilege  of  leaving  their  country 
and  "  pursuing  their  own  happiness."  But  in  this 
free  Commonwealth  they  enjoy  the  inalienable 
right  ot  "  pursuing  their  pwn  happiness"  and  the 
power  of  prohibiting  emigration  from  the  state,  is 
expressly  withheld  from  the  government.  To  ob- 
struct the  right  of  passage,  is  to  deny  the  citizen  the 
means  of  emigration,  and  to  deny  the  means  is  to 
prohibit  the  right. 

It  is  also  clearly  shown  ihat  the  company  have 
selected  the  best  route  in  their  power,  having  in 
view  "advantage  and  expediency." 

Where  the  direct  line  between  the  two  points 
would  lead  through  a  barren  desert,  or  a  trackless 
wilderness,  and  a  deviation  of  five  or  six  miles  in 
forty  or  fifty  would  lead  through  a  densely  settled 
country,  covered  with  manufacturing  establish- 
ments, rich  with  agricultural  productions,  and  fill- 
ed with  inexhaustible  mineral  resources,  the  "  ad- 
vantages" of  the  latler  route  are  legitimate  consid- 
erations which  might  properly  influence  the  deci- 
sion, and  which  the  charier  authorises  the  Co.  ex- 
pressly to  secure. 

Mo  one  in  this  case  would  imagine  fraud,  if  he 
could  clear  his  mind  irom  prejudice — connections 
of  a  similar  kind  with  those  in  question  might  just 
as  well  be  deemed  fraudulent  when  they  are  eflfected 
between  plank  roads  or  roads  of  any  kind. 

It  is  an  error  to  suppose  that  the  defendants' 
road  commences  at  Erie.  This  is  contrary  to  the 
afiidavits  of  the  president  and  treasurer,  and  other 
evidence.  A  location  has  also  been  made  between 
the  present  depot  of  the  company,  in  the  south  part 
of  the  city  of  Erie,  and  the  harbor  of  Erie — a  dis- 
tance of  about  three  quarters  of  a  mile;  and  it  is 
proposed  to  construct  this  part  of  the  road  at  the 
joiul  expense,  and  for  the  joint  use,  of  the  Sunbury 
and  Erie  and  the  Northeast  and  Franklin  Canal 
Companies.  Thus  there  is  no  evidence  of  a  design 
to  abandon  this  important  point  of  communication 
with  Lake  Erie. 

What,  then,  is  the  great "  peculiar"  and  "  irrepa- 
rable" injury,  which  makes  it  necessary  to  grant 
this  injunction,  before  the  merits  of  the  case  are 
heard  1  It  is  alleged,  that  the  railroad  complained 
ot  will  ''divert  the  trade  and  travel  of  the  country 
from  the  great  line  of  public  improvements  cqn- 
structed  by  the  commonwealth,  to  the  diminution 
of  the  public  revenues."  But  the  affidavits  in  sup- 
port ot  this  aiiegatioa  show  that  the  trade  and 
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traTcl  referred  to,  is  chiefly  that  which  is  driven 
oat  of  its  natural  channel  by  the  elements,  and 
which  is  compelled,  during  the  winter,  while  the 
navigatiou  on  the  New  York  canal  and  on  Lake 
Erie  is  closed,  to  take,  at  great  cost  and  expense, 
the  circuitous  route  of  the  Pennsylvania  public 
works.  The  Lake  Shore  railroad  remedies  the 
obstructions  created  by  the  elements,  and  accom- 
modates this  trade,  without  causing  any  material 
departure  from  its  proper  channel.  And  we  are 
gravely  asked  to  treat  this  as  an  "  irreparable"  in- 
jury to  the  commonwealth! — and  to  put  a  stop  to 
the  travel  and  commerce  passing  along  this  rail- 
road !  The  bare  statement  of  the  proposition  is  its 
own  best  answer.  As  the  commonwealth  has  no 
just  right  to  drive  trade  out  of  its  natural  channels, 
she  cannot  be  injured  by  any  improvement  which 
only  keeps  it  within  them.  When  she  constructed 
her  public  works,  she  passed  no  enactment  that  she 
intended  them  as  a  monopoly,  so  extensive  as  to 
prohibit  the  construction  of  others  throughout  the 
whole  length  and  breadth  of  her  territory.  As  she 
claims  no  monopoly,  she  is  not  injured  by  compe- 
tition. And  the  attempt  now  made  in  her  name  to 
block  up  the  road  in  question,  for  the  purpose  ot 
driving  the  trade  and  travel  out  of  its  natural  di- 
rection, into  what  may  be  called  a  tax-trap,  to 
increase  her  revenues,  is  elevated  but  onr  degree 
above  the  morality  which  would  throw  obstructions 
in  the  highway  to  impede  the  traveller,  or  hold  out 
false  lights  to  lure  the  mariner  from  his  course,  fur 
the  purpose  of  profiting  by  the  misfortunes  thus 
occasioned.  The  revenues  of  the  State,  instead 
of  being  increased  by  the  taxes  which  might  be 
levied  upon  the  travel  thus  thrown,  for  a  short  per- 
iod of  the  year,  upon  her  works,  or  upon  the  Penn- 
sylvania railroad,  would  be  greatly  diminished  by 
stoppiiig  the  use  of  the  Lake  Shore  railroad.  That 
road  draws  from  the  lake  navigation,  and  from  land 
transportation  tnrough  the  adjacent  British  terri- 
tory, an  immense  trade,  which  would  continue 
through  all  seasons  of  the  year,  and  waich,  if  the 
commerce  between  the  states  be  a  fair  subject  ol 
taxation,  ^  ould  produce  ten  times  the  amount  ot 
revenue  more  than  that,  which  would  be  derived 
from  the  small  portion  of  trade  temporarily  driven 
out  of  its  channel  during  the  winter  season. 

R.allroa<|  Accldentaa 

THEIR    CAUSES   AND  PaETENTIVES. 

Prom  the  Report  of  the  Select  Committee  of  the 
Senate. 

Office  op  the  Syracuse  and  Utica  R.  R.  Co.  ) 
Syracuse,  1852.  $ 

Hon.  H.  E.  BARtLETT/Chairman,  etc.  :— 

Dear  Sir — I  htve  received  yours,  with  the  copy 
of  the  resolutions  of  the  Senate,  which  constituted 
the  State  Engineer  and  yourself  a  committee  to  ex 
amine  and  report  to  the  next  Legislature,  upon  the 
subject  of  railroad  accidents,  in  which  you  ask  for 
a  copy  of  the  road  regulations,  and  time  tables  ot 
this  company,  and  for  such  information  and  sug- 
gestions with  regard  to  the  police  and  management 
of  railroads,  as  may  be  calculated  to  assist  the  com- 
mittee in  their  duties  under  the  resolution  referrec 
to. 

Herewith  you  will  receive  a  copy  of  the  regula- 
tions and  time  tables  of  this  company. 

The  subject  of  accidents  upon  railroads,  is  a  very 
important  one.  The  causes  should  be  truly  under- 
stootl,  in  order  to  consider  properly  the  remedy. 

I  beg  leave  in  the  outset,  to  say  that  the  accidents 
upon  railroads  bear  but  a  small  proportion  to  those 
in  any,  and  all  other  modes  of  transportation. 

While  the  number  of  persons  carried  by  railroads 
very  far  exceeds  the  numbers  carried  by  water,  the 
accidents  thereon  are  far  less.  The  destruction  ot 
life  upon  the  western  lakes  and  rivers,  is  perhaps  a 
hundred  fold  greater  than  that  upon  all  the  rail- 
roads in  the  Union. 

The  amount  of  accident,  by  explosion  of  engines 
in  factories  by  the  falling  of  buildings,  and  in  the 
various  mechanical  employments,  though  the  num- 
ber of  persons  employed  are  quite  limited,  and  are 
skilled  in  their  business,  is  believed  to  be  much 
greater  than  upon  railroads. 

Indeed,  I  think  it  will  be  found,  on  careful  ex- 
amination, that  the  railroad  is  actually  the  safest 
known  means  of  transportation  ;  and  that  the  same 
number  of  persons  that  bave  beea  saleljr  carried 


upon  some  of  our  railroads,  would  not  have  been 
otherwise  moved,  cither  by  their  own  or  by  any 
other  agency,  with  equal  immunity  from  accident. 
I  have  no  doubt  that  accurate  statistics  will  show 
the  truth  of  these  remarks. 

1.  There  are  some  classes  of  accident  that  arise 
from  our  legislation,  from  our  want  of  capital,  and 
from  a  sort  of  general  necessity  to  have  this  great 
improvement  as  ijuick  as  we  can,  and  wherever  it 
is  possible. 

2.  There  are  those  which  arise  frona  want  of  le- 
gislation, and  from  an  unsound  sentiment  in  re- 
spect to  the  railroad. 

3.  There  are  others  which  arise  from  imperfect 

structure,  from  want  of  care,  and  from  mismanage- 
ment. 

1.  In  this  State,  we  authorize  the  construction  of 
railroads,  wherever  they  can  by  any  means  be 
made,  without  any  limit  or  restriction  as  to  height 
of  grade,  as  to  curvature,  as  to  speed,  as  to  weight 
of  engines  or  trains  or  as  to  track. 

A  railroad  that  is  straight  and  level,  and  is  well 
laid  with  dotUile  tracks,  and  is  built  upon  capital, 
and  that  cosis  with  its  motive  povrer  and  appurten- 
ances, from  seventy-five  to  one  hundred  thousand 
dollars  per  mile,  will,  in  all  probability,  be  very 
free  from  accident. 

This  rate  of  cost,  great  as  it  seems,  is  not  half 
the  cost  of  railroads  in  Europe. 

We  build  them  here,  with  grades  of  50,  75,  and 
100  feet  rise  to  the  mile,  with  curves  of  very  small 
radii,  with  single  track,  of  course  with  heavy  en- 
gines to  surmount  such  grades,  and  then  to  meet 
the  public  demand  for  high  speed,  we  run  them  30 
or  40  miles  an  hour. 

To  be  very  safe,  the  railroad  should  alwa}'s  be  of 
double  track,  if  trains  are  to  be  run  on  it  at  high 
speed,  and  more  than  one  way  at  the  same  litac. — 
Yet  we  have  not  the  means  to  make  them  of  double 
track  in  this  country,  and  very  many  routes  will 
not  justify  it. 

The  entirt'  structureof  a  railroad  should  be  thor- 
oughly complete  before  passengers  are  carried  upon 
it;  yet  the  public  here  would  be  restless  to  be  ex- 
cluded after  it  is  possible  to  run  over  it. 

The  proportion  of  accidents  is  greater  upon  new 
roads  than  upon  old  ones ;  because  they  are  con- 
strained to  be  opened  before  they  are  really  ready, 
or  from  lack  of  capital,  are  unable  to  construct  them 
as  they  should  be  made. 

It  fs  very  obvious,  that  heavy  trains  cannot  as 
safely  be  run  down  steep  grades  and  around  sharp 
curves,  as  upon  level  and  straight  lines. 

Yet,  extensive  as  our  country  is,  we  must  have 
such  railroads,  and  with  them,  must  expect  the 
hazards  which  are  necessarily  incident. 

The  occurrence  of  sleet  or  frost,  upon  such  roads 
at  particular  points,  may  sometimes  render  human 
control  of  a  train  powerless. 

Our  severe  winters  often  cause  the  bieaking  of 
an  axle,  a  rail,  or  a  wheel ;  and  this  is  most  likely 
to  occur  on  the  severe  grades  or  sharp  curves  of 
railroads,  which  our  necessities  require  to  have 
made,  and  which  the  Legislature  authorizes. 

This  is  a  class  of  accidents  which  arise  from  the 
authority  to  make  railroads,  where  there  seem!>  to 
be  a  great  necessity  for  them,  but  where  they  must, 
of  course,  be  subject  to  hazard. 

2.  The  accidents  which  arise  from  want  of  legis 
lation,  and  from  unsound  sentiment  in  regard  to  the 
railroad,  so  far  as  my  experience  enables  me  to 
judge,  are  of  far  the  most  numerous  class. 

Many  more  people  are  hurt  or  killed  from  walk- 
ing and  being  upon  the  railroad,  than  from  ail 
other  causes.  In  the  reports  of  this  company  for 
some  years  back,  this  has  been  urged  as  an  im- 
portant matter.  Persons  not  connected  with  the 
company  should  never  allow  themselves  or  be  al 
lowed  to  walk  or  be  upon  the  railroad.  It  will  be 
no  more  than  kindness  to  them,  to  prohibit  this  by 
severe  penal  enactments.  In  England,  all  persons 
are  rigidly  prosecuted  for  going  upon  the  railway 
tracks.  Here,  all  persons  claim  the  right  to  travel 
upon  them.  During  the  last  session  of  the  Legis- 
lature, a  bill  upon  this  subject,  at  the  suggestion  of 
the  undersigned,  was  introduced  into  the  Assembly. 
It  was  met  by  a  proposition  to  require  the  railroad 
companies  to  make  a  foot-path  along  their  tracks. 
It  is  scarcely  possible  to  suggest  stronger  evidence 
of  unsound  sentiment  in  respect  to  the  railroad  than 
this. 


Within   three  y^ars  past 


we  nave  killed,  upoa 

the  tracks  of  this  co'mpa'ny,  nineteen  persons,  who 
were  improperly  thereon. 

This  great  destruction  of  life  g<ies  on,  because  we 
cannut  keep  people  oflT  the  tracksJ 
•-  We  have  put  up  signs  the  whole  length  of  the 
railroad  to  caution  all  persons  Against  it;  still  U 
seems  to  do  no  good.  We  dare  hot  drive  them  off 
tor  fear  of  injury.  This  is  cited  as  an  evidence  ot 
unsound  sentiment. 

There  is,  in  my  judgment,  not  legislation  inore 
immediately  necessary,  than  thejproper  provisions 
to  prevent  all  persons  disconneded  with  the  rail- 
roads, from  walking  and  being  dpon  the  tracks. 

There  is.  another  class  of  accident  otten  resulting 
in  personal  injury,  which  is  thi  effect  of  want  of 
discipline,  or  unwillingness  to  sibmit  to  it,  on  the 
part  of  passengers. 

Passengers  will  not  keep  their  leats  ;  they  expose 
their  safety  by  standing  upon  the  platform  of  the 
cars;  by  getting  on  and  off  the  trains  when  in  mo- 
lion  ;  by  exposing  themselves  up0n  the  tracks  when 
trains  are  approaching;  by  ridiniupon  the  engines 
and  baggage  cars.  The  rules  of  most  companies, 
doubtless,  forbid  this;  still  thete  are  from  these 
causes,  I  think,  more  personal  injOries  \o passengers 
in  our  State,  than  from  all  othersi  They  are  olte^ 
very  unwilling  to  submit  to  the  dibcipline  necessary 
to  their  safety.  The  government  of  a  railway 
train  should  be  firm,  strict,  and  absolute  in  itsmaqf. 
agers;  yet  the  attempt  to  enforde  such  disciplines- 
is  very  often  followed  by  restlessness  and  complaint 
on  the  part  of  passengers.  Theife  is  still  another 
class  of  accident  of  similar  character  ;  this  ocean 
at  road  crossings.  Signs  are  put  up  generally,  that 
are  conspicuous;  bells  are  rung,  Ar  the  steam  whis- 
tle sounded  on  approaching  road  (crossings,  yet  the 
attempt  is  very  often  made  to  crdss  roads  before  an 
approaching  train.  There  is  g^at  error  in  the 
public  practice  in  this  respect.  The  velocity  of  a 
train  at  high  speed,  cannot  be  properly  estimated. 
The  train  cannot  be  stopped  or  ichecked  at  every 
road  crossing;  if  it  is,  then  the  *ate  of  speed  will 
be  so  reduced,  as  that  the  usefulniessof  the  railroad 
will  be  essentiallyjmpaired.  Th^re  is  a  claim  often 
set  up,,  that  any  traveller  upon  tie  common  high* 
way,  has  the  same  right  to  its  us4  at  the  same  mo- 
ment, as  the  railway  trains  have.l  The  exercise  of 
only  reasonable  care  by  those  uaing  the  common 
road,  at  the  crossing,  will  always  save  from  acci- 
dent. Litigation  as  to  this  right  jf  crossing,  often 
ensues,  and  it  quite  generally  results  against  the 
railroad  company,  because  this  seems  to  be  the 
tendency  of  public  sentiment.  Js  we  must  have 
railroads,  and  as  they  must  be  run  at  high  speed, 
it  would  be  far  better  to  encourai;e  in  the  commu- 
nity ajusiappreciationof  all  prop -r  considerations. 
This  kindot  accident  will  certain  y  continue,  until 
irore  care  is  exercised  by  those  ciossing  the  tracks 
of  railroads;  such  care  will  be  more  likeiy  to  be 
exercised,  if  a  ju-^t  sentiment  is  entertained  by  the' 
community  generally. 

Another  class  of  accident  that  f -equently  occurs, 
arises  from  cattle  and  other  domestic  animals  stray- 
ing upon  the  track.  Tnis  isconfdered  a  very  im- 
portant matter,  and  subsequent  sxperience  lully 
confirms  the  suggestion  upon  thisjsubject,  made  in 
the  annnal  report  of  this  compahv,  lor  the  year 
Ih50.  I  cannot  more  tuily  present  the  matter,  ibaa 
is  contained  in  the  following  extrict  from  that  re- 
port : — 

One  cause  of  accident,  it  is  be  ieved,  is  in  the 
power  of  the  Legislature  to  remove.  It  is  well 
known  that  cattle  are  often  run  over  upon  the 
tracks,  and  the  trains  are  thereby  thrown  off.  They 
stand  in  the  crossing  of  public  roids;  they  either 
will  not  get; out  of  the  way  or  the/  very  often  go, 
deliberately,  in  front  of  the  engine.  Where  every 
precaution  is  taken  by  the  compa  ly  they  will  get 
upon  the  tracks.  This  results  from  their  being  al- 
lowed to  run  at  large.  It  is  not  [ossible  to  fence 
against  them.  It  is  not  unfrequeat  that  they  are 
found  upon  the  tracks,  at  night,  \vhere  the  owners 
of  adjacent  lands  have  been  fully  bafd  lor  making 
and  mainiaiuiug  fences,  they  reglect  to  build 
them. 

Whenever  cattle  are  killed  the  owner  presents 
his  claim  for  them,  and  it  is  quite  reneraily  found 
to  be  better  to  submit,  and  pay  fbr  them,  rather 
than  to  contest  the  question  before  a  local  tribunal. 
This  really  only  increases  the  difficulty  and  makes 
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the  owner  aomindlul  of  taking  proper  care  of  his 
cattle.  The  ground  is  assumed  by  the  owners  ol 
cattle,  that  their  animals  have  as  good  right  to  oc 
cupy  a  public  highway  at  a  railroad  crossing,  attb-j 
aarae  moment  when  a  train  of  passengers  is  pass- 
ing them,  that  they  have.  It  this  is  to  be  main- 
tained it  will  be  seen  at  once  that  a  very  serious 
obstacle  is  interposed  to  safe  and  rapid  travelling. 
In  Massachusetts,  the  owners  o(  animals  may  not 
allow  them  to  run  at  large  without  incurring  a 
penalty.  Heoce  there  is  iar  less  of  this  kind  ol 
accident  there.  If  the  like  provision  was  adopted 
here,  travellers  would  be  more  safe. 

I  believe  that  under  the  two  foregoing  heads,  the 
most  common  cases  of  accident  have  been  alluded 
to,  and  their  true  causes  stated.  Proper  legislation 
will  help  to  establish  sound  public  sentiment  upon 
all  these  matters,  and  then  there  will  be  far  less 
hazard  upon  the  railway,  and  we  shall  learn  to 
sustain  it  as  one  ol  the  great  and  useful  improve- 
ments of  the  age. 

The  accidents  from  imperfect  structure,  and  from 
want  of  care,  and  from  mismanagement,  are  most 
likely  to  occur  upon  new  roads,  because  they  are 
first  tested  when  they  come  into  actual  use,  and  be- 
cause their  management  has  to  be  learned  as  a 
practical  working  system. 

There  may  be  defects  in  the  plan  or  sxecution  of 
bridges,  trestle  work,  &c.  Here  again  the  item 
of  want  of  capital  comes  in.  We  desire  to  gel 
along  as  well  as  we  can  with  the  means  we  possess. 
and  hence  have  not  the  ability  on  all  roads  to  build 
the  most  stable  bridges  and  the  most  perfect  struc- 
ture. If  it  were  provided  by  law,  that  belore  any  rail- 
road was  opened  for  public  use  the  State  Engineer 
should  examine  the  structures  upon  it,  and  give  a 
certificate  of  fitness,  there  would  be  better  assur- 
ance that  the  roads  will  hereafter  be  perfectly  con- 
structed. 

A  large  portion  ot  the  service  upon  railroads  is 
purely  mechanical.  It  is  quite  commoa  to  see  or 
hear  the  remark,  that  men  should  be  better  paid 
and  tbea  there  would  be  better  service.  As  a  gen- 
eral rule,  I  think  that  the  men  are  better  paid  upon 
railroads  than  for  any  other  equivalent  service. 
Hence  employment  is  sought  all  over  the  country. 
The  managers  seek  to  employ  the  best  men.  Some- 
times they  are  mistaken  in  their  selections,— some- 
times they  must  employ  new  men,  and  these  not 
having  the  experience  lor  every  emergency,  make 
mistakes. 

It  is  a  business  to  be  learned  by  practice  and  by 
discipline.  The  operatives  who  are  the  most  suc- 
cessful, and  those  who  have  learned  their  duties 
mechanically,  and  who  have  little  variety  ot  em- 
ployment, can  therefore  do  their  respective  duties  in 
the  best  manner. 

Upon  a  single  track  road,  over  which  much  bu- 
siness is  transacted,  the  construction  of  the  switch, 
and  the  management  of  it,  are  very  important  mat- 
ters. This  is  often  changed, — sometimes  inaiivert 
ently,  at  others  from  design  to  do  injury,  and  again 
left  wrong  by  negligence. 

Until  we  have  all  double  track  railroads,  we  sliali 
be  liable  in  some  degree  to  these  hazards.  They 
will  be  less  and  less  in  proportion  as  the  rt<ads  are 
longer  used,  and  the  men  employed  become  more 
skillful  in  their  busmess.  It  is  not  reasonable  t>> 
expect  that  new  men  can  be  as  sate  as  those  who 
have  become  familiar  with  the  business  by  long 
practice. 

Whenever  accident  does  occur  to  a  train,  those 
engaged  in  its  managemeiit  are  most  likely  to  be 
injured.  They  know  the  hazard  in  proportion  as 
they  have  learned  the  business,  and  they  will,  by 
the  exercise  of  their  skill  and  jud£:ment,  endeavor 
to  guard  their  own  lives,  and  their  limbs,  which  to 
them  are  almost  as  important. 

When,  however,  their  misconduct  is  the  cause 
of  injury  to  passengers,  or  when  they  disobey  the 
prudent  regulations  made  for  their  guidance,  th«n 
they  should  be  personally  liable  to  such  penal  pro- 
risions  as  may  be  deemetl  necessary  to  insure  care 
and  obedience. 

The  public  constantly  expects  increased  speed 
upon  the  railroads,  and  this  expectation  is  stimu- 
lated by  the  press  and  by  competition.  It  we  could 
be  contented  with  a  speed  of  twenty  miles  an  hour, 
and  it  the  roads  are  well  constructed,  that  rate  can 
be  accomplished  with  but  small  liability  to  acci- 
dent. 


The  tendency,  however,  is  in  a  contrary  direc- 
tion; higher  speed  is  constantly  demanded,  and 
this,  with  the  stimulus  of  rivalry  and  the  imper- 
fect character  of  roads,  in   some   degree   increases 

the  liability  to  accident.    The  accidents  arising 

irom  the  failure  of  wheels  and  axles  upon  the  en- 
gine and  cars,  though  not  of  frequent  occurrence, 
are  those  moat  difficult  to  guard  against.  It  is  not 
possible  always  to  detect  incipient  fracture  in  these 
parts  of  the  rolling  stock.  I  think  that  srreat  care 
and  much  thought  is  bestowed  by  those  having  the 
charge  of  railroads,  in  the  procuring  of  the  best 
axles  and  wheels  that  they  can  obtain.  The  size 
and  strength  of  them  have  been  increased,  and  the 
best  forms  for  safety  have  been  sought.  Still  they 
will  sometimes  fail.  We  have  used  wrought  wheels 
at  a  cost  ol  three  times  that  of  the  cast  wheel. 
There  are  however  objections  to  these.  The  flange 
wears  sharp,  and  there  is  then  danger  that  it  will 
catch  upon  the  rail,  and  thus  throw  the  car  off  the 
track,  and  on  the  whole,  it  is  by  no  means  certain, 
that  they  are  better  than  the  cast  wheels  though  the 
popular  sentiment  might  favor  them.  We  use 
'Safety  beams  by  which  the  axle  is  held  up  in  its 
place,  if  a  wheel  or  journal  breaks,  and  thus  guard 
against  injury  as  far  as  possible.  These  ought  gen- 
erally to  be  used. 

But  I  repeat  iron  will  sometimes  break  suddenly, 
and  I  do  not  believe  that  any  scrutiny  can  always 
prevent  it.  Passengers  do  not  like  to  change  cars 
often,  hence  there  is  a  tendency,  m  order  to  accom- 
modate then;  to  run  the  cars  as  long  distances  as 
practicable.  While  the  convenience  of  the  passen- 
.'crs  and  p>  ihaps  economy  is  favored  in  this  ar- 
rangement. It  is  in  some  degree  less  safe  than  if 
more  frequent  changes  were  made,  whereby  there 
can  be  more  supervision  of  the  cars,  and  less  ser- 
vice of  them,  and  of  cour^  less  liability  to  acci- 
dent. This  is  a  point  which  will  hereafter  engage 
more  attention  than  is  now  given  to  it. 

Our  cars  are  heavier,  and  each  carry  more  pas- 
sengers in  number,  and  more  weight  of  property 
than  those  of  other  countries,  so  that  the  dead 
weight  of  our  trains  is  much  greater  in  proportion 
Co  the  paying  load.  In  order  to  afford  equal  ac- 
commodation to  all  passengers,  we  use  large  or  8 
wheel  cars.  These  are  of  necessity  very  heavy, 
always  exceeding  the  weight  of  their  load.  Our 
passengers  carry,  perhaps,  more  baggage  than  any 
other  people,  as  goods  and  merchandise  are  very 
commonly  carried  in  their  trunks  claimed  to  be 
their  baggage.  We  are  not  strict  to  limit  the  weight 
of  baggage,  and  to  charge  lor  over  weight.  From 
all  these  causes  while  our  roads  are  not  as  straight., 
level  and  as  well  constructed,  as  in  other  countries, 
we  actually  put  greater  weight  upon  them,  and  ex- 
pect and  do  receive  more  service,  and  generally 
far  less  q^pensation. 

Collisions,  or  the  running  together  of  trains,  oc- 
cur upon  all  roads,  and  they  probably  will  never 
entirely  cease,  any  more  than  vessels  will  cease  to 
run  into  each  other,  or  wagons  to  run  together; 
still  I  think  this  kind  of  accident  will  not  be  as  fre- 
quent as  heretofore.  They  occur  most  frequently 
upon  single  track  railroads,  but  they  are  by  no 
means  confined  to  them.  There  is  the  greatest  care 
necessary  upon  double  track  roads  to  prevent  one 
train  running  into  another  ahead  of  it. 

Of  course  this  accident  must  always  arise  from 
the  fact  that  one  of  the  trains  is  out  of  time.  There 
are  so  many  causes  to  throw  them  out  of  time,  that 
rules  ar«  generally  prescribed  for  the  government 
of  trains  so  situated.  Something  may  occur  to  the 
engine,  or  to  the  cars,  or  to  some  passenger,  to 
cause  a  loss  of  time;  or  a  flood,  or  frost,  or  wind, 
or  some  other  circumstance,  may  so  delay  a  train 
that  it  cannot  reach  a  place  of  meeting  in  season, 
and  thev  must,  therefore,  be  very  often  out  of  their 
time.  There  is  no  safety  but  to  follow  the  rules 
which  are  provided  in  such  cases.  Passengers, 
where  ikty  greatly  desire  to  advance  in  their  jour- 
neys, will  sometimes  interfere,  and  urge  conduc- 
tors and  engineers  to  go  on,  in  violation  of  rules. 

There  is  no  safe  way  but  to  leave  this  matter  to 
the  wise^ind  prudent  regulation  of  the  managers 
of  the  railroads,  who  having  knowledge  of  all  the 
circumstances,  can  best  provide  for  emergency. 

All   the  matters  alluded  to,  severally  and  com- 
bined, have  much  weight  upon  the  proper  under 
standing  of  the  subject. 

We  vcaanot  compel  the  construction  of  doable 


tracks  upon  all  our  railroads.  We  cannot  limit  the 
speed  to  a  low  and  therefore  entirely  safe  rate  of 
travel.  We  cannot  raise  the  amount  of  money,  in 
the  construction  of  our  railroads,  necessary  to  make 

the  most  thoroagh  and  pe ricct  works.    These  are 

sU  essential  for  the  most  complete  safety. 

There  is  a  mutuality  of  interest  between  the 
public  and  the  railroad  company,  and  when  all 
their  relations  and  duties  are  well  considered,  there 
cannot  fail  to  be  such  improvements  as  will  insure 
a  progressive  exemption  from  accident. 

Very  respectfully, 
John  Wilkinson. 


'Wllminirton  »nd  SIauelieBt«r  R«llre«cl. 

The  fifth  annual  report  of  this  company  was  pre- 
presented  by  the  president,  Gen.  W.  W.  Harllee, 
at  the  annual  meeting  held  on  the  2<3th  ult.,  at  Wil- 
mington, N.  C.  From  it  v,e  gather  the  progress 
and  condition  of  the  Co.,  during  the  past  year.  The 

receipts  from  all  sources  have  been..  .§625,338  70 

The  disbursemenu 7tJ0,775  08 

Assets  now  applicable  to  construction 

and  equipment 473,111  89 

In  hands  of  agents  and  cash  on  hand. .     33,668  80 

»506,780  69 

This  last  sum  is  made  up  as  follows  :  j 

Amount  of  stock  subscription  due  and 

to  be  called  in $201,296  78 

3100  shares  Wilmington  and  Raleigh 

railroad  stock  par  value 210,000  00 

400  shares  South  Carolina   railroad 

stock  par  value 50,000  00 

Bills  receivable,  good 11,815  11 

473,111  89 
In  hands  of  agents,  cash  in  bank 33,668  80 

S506,780  69 
In  addition  to  this,  the  amount  due  on 
subscriptions   of  stock    considered 

doubtful $55,706  70 

It  is  believed  however,  that  a  proportion  of  this 
amount,  set  down  as  doubtful,  may  yet  be  real- 
ized. 

The  gro«s  expenditure  thus  far  including  all  dis- 
bursements  on  the  work  and  other  outlays,  amounts 

to $1,212,415  37 

The  payments  for  iron  the  past  year 

and  expenses  attending  it,  amount 

to $416,682  74 

All  the  iron  has  been  received,  except  about  200 
tons,  and  paid  for  except  the  duties,  on  which  the 
company  have  an  extension  of  credit  by  act  of  con- 
gress for  five  years. 

The  four  hundred  shares  of  South  Carolina  rail- 
road stock,  the  last  instalment  of  the  subscription 
from  the  state  ol  South  Carolina  was  not  received 
until  October  last,  in  consequence  of  the  failure  to 
receive  the  iron  from  Charleston. 

On  the  3100  shares  of  the  stock  held  by  the  Co., 
in  the  Wilmington  and  Raleigh  railroad  Compa- 
ny, a  dividend  of  six  per  cent  per  annum  was  paid 
in  November  last,  and  with  a  spirit  ot  commenda- 
ble liberality,  that  company  advanced  6^0,000,  in- 
terest being  allowed  at  six  per  cent,  per  .-snnum,  till 
by  the  terms  of  the  subscription  it  beconi  .-s  due  and 
payable.  i 

Tne  par  value  of  this  stock  it  is  believed  the 
company  will  realize  eventually,  or  by  a  pledge 
obtain  a  fair  proportion,  while  the  accruing  divi- 
dends will  indemnify  the  company,  for  whatever 
interest  they  pay  on  the  loan  they  may  obtain. 
With  reference  to  the  interest  paid  on  the  first 
mortgage  bonds  of  $600,000  it  is  stated  that  the 
whole  interest  paid  on  bonds  and  other  loans  on 
pledge  of  stock,  as  well  as  the  bonds  of  the  town  of 
Wilmington,  only  exceeds  the  dividends  received 
on  stocks  accepted  as  subscriptions  to  the  capital 
stock  by  $5,454,11. 

i.- 
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During  the  past  year  800  shares  of  South  Caro- 
lina railroad  stock  was  disposed  of,  also  (he  remain- 
der of  the  bonds  of  the  town  of  WilmiDfton,  and 
the  1st  murtfage  bondsof  the  company.  The  issue 
of  these  bonda  at  the  time  was  a  fortunate  circum- 
stance, as  the  prices  paid  for  the  iron  show  a  sav- 
ing nearly  equal  to  the  sum  paid  on  the  purchase. 

The  action  of  Congress  in  extending  a  credit  for 
duties  has  enabled  the  company  to  apply  that  am- 
ount of  funds  to  the  prosecution  of  the  work,  while 
it  is  made  by  the  same  bill  the  duty  of  the  Postmas- 
ter General  to  place  the  through  mail  on  the  road 
as  soon  as  it  is  in  a  situation  to  receive  it. 

Operations  were  suspended  at  the  Pee  Dee  dur- 
ing the  summer  in  consequence  of  the  difficulty  of 
retaining  a  force  there  on  any  terms,  in  the  mean 
time  the  necessary  preparations  were  carried  on, 
and  the  work  will  now  be  pushed  with  despatch. 
While  feeling  the  importance  of  urging  the  track 
over  Eagles'  Island  it  was  deemed  more  desirable  to 
extend  the  track  from  the  eastern  terminus  to 
Whitesville  where  it  now  is,  as  on  reaching  that 
point  a  business  would  at  once  open,  remunerative 
in  point  of  income  to  the  company,  and  facilitat- 
ing tne  securing  of  the  Southern  Mail,  whereas  to 
have  waited  and  expended  the  Company's  resour 
ces  on  the  Island  before  proceeding  farther,  would 
have  delayed  the  track  for  at  least  six  months,  and 
deprived  the  company  of  its  advantages.  In  this 
opinion  they  have  not  been  disappointed,  as  with 
the  facilities  they  have  of  connecting  with  the 
track  at  Brunswick  river  by  steamboats,  one  of 
which  is  now  in  the  company's  use,  freights  and 
travel  can  be  brought  to  and  from  Wilmington 
without  serious  interruption  or  expense. 

The  work  across  the  Island  will  soon  be  in  vig- 
orous prosecution.  In  view  of  the  risk  and  ex- 
pense of  keeping  the  ferries  and  causeway  the 
company  have  sold  it,  reserving  the  privilege  of 
crossing  the  Island  with  travel  and  freights  by  the 
road,  and  also  a  portion  of  the  land  for  1,400  feet 
along  and  west  of  the  causeway.  The  sale  was 
made  tor  S3.500  at  12  a:onihs  credit. 

The  legislature  of  South  Carolina  have  granted 
authority  by  an  act  to  exttnd  the  road  so  as  to  con- 
nect with  the  South  Carolina  railroad,  and  it  is  be- 
lieved an  amicable  arrangement  can  be  made  to 
carry  out  this  design. 

The  extension  of  the  track  on  each  end  has  been 
considered  ol  the  highest  importance,  as  every  mile 
gained  either  way  tends  to  increase  the  receipts 
from  travel  and  freights,  especially  at  the  eastern 
end,  which  has  only  been  opened  during  the  month 
of  January. 

An  early  and  an  efficient  application  of  funds  is 
deemed  necessary,  and  from  the  expensive  charac- 
ter of  the  Pee  Dee  bridge  and  Eagles'  Island  an  is- 
sue of  second  mortgage  bonds  to  the  extent  of  $-200,- 
000  is  recommended.  This  amount  has  been  al- 
ready authorized  by  a  two-third  vote  of  the  stock- 
holders, as  only  8600,000  were  issued  under  the  au- 
thority to  issue  5800,000  in  April,  1851. 

A  line  to  the  coal  fields  of  North  Carolina  and  a 
railroad  communication  with  Fayetteville  is 
strongly  insisted  on.        ;   '  '    .       ' 

The  report  concludes  by  saying  the  immense  im- 
pulse given  to  every  branch  of  trade  and  industry 
by  opening  a  cheap  communication  to  these  mines 
cannot  now  be  estimated,  and  the  increased  busi- 
ness on  a  portion  of  the  road  can  scarcely  be  cal- 
culated. By  our  charter  we  have  the  authority  to 
construct  branches  in  North  Carolina,  and  it  is  well 
worth  firm  attention  to  consider  its  advantages  at 
the  proper  time. 


One  just  duty  however;  is  to  build  our  road; 
stock  it  and  put  it  in  operation.  To  this  all  other 
considerations  should  yield,  and  it  will  be  fortunate 
indeed  fo'  us,  under  all  our  past  difficulties,  if  we 
shall  do  this  in  as  short  a  period  as  circumstances 
now  promise. 

From  the  report  of  the  CJhief  Engineer,   L    J. 
Fleming,  Esq.,   we  learn  that  the  road  has  been 
opened  on  the  western  division  to  Hills'  47  miles 
from  its  junction  with  the  Camden  branch,  on  the 
eastern  from  Brunswick  river  to  the  western  side 
of  the  White  Marsh,  a  distance  of  41  miles,  mak- 
ing 88  miles  of  road  laid  and  in  operation,  of  which 
79  miles  have  been  completed  during  the  year.  On 
the  western  division  the  road  is  graded  and  cross- 
ties  laid  15  miles  from  Hills',  and  the  remaining  dis- 
tance to  the  Great  Pee  Dee  trestle  work  will  be  in 
readiness  (or  the  rails  by  the  lOth  of  February,  and 
if  the  iron  can  be  delivered  as  rapidly  as  required, 
the  road  can  be  opened  to  the  Pee  Dee  Swamp  by 
the  15lh  of  May   next.     The   timber  of  the  trestle 
work  is  contracted  for,  and   will  be  framed  and 
transported  on  the  road  to  the   Swamp.     The  driv- 
ing of  the  piles  is  also  contracted  for  and  will  be 
commenced  as  soon  as  the  water  falls.    The  high 
water  at  the  Pee  Dee  has  delayed  the  work  at  that 
river,  but  the  process  of  sinking  the  cylinders  will 
be  commenced  as  soon   as  it   is  sufficiently  low. 
The  engine  and  nine  sections  of  the  cylinders  have 
been  received,  and  the  remaining  sections  are  ship- 
ped, or  ready  for  shipment  at  Georgetown.     On  the 
eastern  division  but  little  graduation  remains  be- 
tween Whitesville  and  Fair  Bluff.    Between  thi> 
latter  point  and  the  Little  Pee  Dee  detachetl  por- 
tions are  completed,  and  the  whole  will  be  finished 
in  due  season.    Between  the  Little  and  Great  Pee 
Dee  rivers  the  graduation  is  nearly  completed. 

Since  the  commencement  of  the  road  the  price  ot 
good  pine  lands  on  the  line  of  the  road  have  ad- 
vanced from  50  cents  to  84  per  acre,  and  heavv 
investments  have  been  made  for  the  production  ol 
naval  stores  and  timber.  It  is  believed  that  50,000 
barrels  ot  naval  stores  and  20  million  feet  of  tim- 
ber and  lumber  will  be  placed  on  the  road  during 
the  current  year.  Mr.  Fleming  insists  on  the  policy 
of  fostering  the  local  business 

In  a  staple  ecuntry  three-fourths  of  the  crop 
seeks  a  market  between  the  1st  of  September  and 
the  1st  of  January,  a  period  of  four  months,  and  the 
return  supplies  follow  immediately,  requiring  a 
large  outfit  of  machinery  which  cannot  be  profita- 
bly employed  during  the  remaining  8  months.  At 
present  the  principal  production  in  South  Carolina 
is  cotton,  which  is  culrivated  oa  the  ridges  adjacent 
to  the  streams,  and  the  table  land  between  the 
streams  is  an  untapped  pine  forest,  the  products  of 
which  will  give  more  uniform  and  steady  employ- 
ment*(o  the  machinery. 

In  reference  to  the  coal  beds  on  the  Deep  river 
Mr.  Fleming  observes: 


of  15  teet  per  mile,  and  it  is  believed  the»e  grades 
may  be  extended  to  the  mines. 

These  coal  fields  cannot  be  reached  by  any  other 
route  within  the  same  distance,  and  by  no  other 
route  can  as  light  grades  be  used.  In  addition  to 
this,  the  terminal  arrangements,  irilh  a  water  Iront 
of  nearly  1 J  miles  in  length,  on  ^hich.  at  a  small 
cost,  wharves  can  be  constructed tto  water  of  suffi- 
cient depth  for  the  largest  class  jof  vessels  which 
can  enter  this  port,  render  it  peculiarly  adapted  to 
this  species  of  traffic.  While  th|p  construction  of 
this  work,  from  the  inexhaustible  quantity  of  Coal 
supposed  to  be  in  the  mines,  will  boi  damage  other 
works  already  projected  and  commenced,  it  will 
add  materiallv  to  the  resources  abd  receipts  of  the 
company,  on  a  comparatively  unproductive  portion 
of  the  road,  and  unite  by  the  indissoluble  lie  of  mu- 
tual interest,  the  largest  and  most  prosperous  towiui 
in  North  Carolina."  i 


MorrU  imd  Emcx  Rallroadi. 

The  annual  statement  of  the  Morris  and  Essex 
railroad,  as  presented  to  the  New  Jersey  legislature 
shows  the  following  result* — 

Capital  stock 4... 8 1, 022.420  00 

Funded  debt  ....«< 

Contingent  fund. V 


128.000  00 
69,905  6^ 


SI 


Cost  of  road  and  its  appendages  be- 
tween    Newark    and 
Hackeitsto  wn t9S0,9 1  $  03 

Cash  aud  bills  rec'able . .    239,401  57 


'^20,325  60 


.*' 


1,220,325  00 
Income  from  passengers,  freight  ^ad  other  sources: 


Passengers 

Freight 

Mails 

Rents  and  sundries . 


Paid  for  repairs,  rights  of  way. 

power,  and  contingencies.  S80. 
Interest " 


.888.418  24 

49,073  77 

2.324  75 

337  25 


notive 
J51  53 
1921  14 


Total....' 851,881  37 

Dividends  for  the  year  amount  to  838,492  98^ 
payable  in  cash 


88,272  67 


"  At  the  late  session  of  the  Legislature  of  North 
Carolina,  a  charter  was  granted  lor  the  construe 
tion  of  a  railroad  from  Fayetteville  to  these  coal 
fields:  and  measures  will  soon  be  adopted  for  its 
construction.  An  examination  of  the  map  with  a 
view  to  the  selection  of  a  route  for  a  railway  from 
the  sea  board  to  the  coal  fields,  will  point  out  the 
Ridge  route  on  the  Western  side  of  the  Cape  Fear 
river,  and  passing  through  or  near  Fayetteville.  as 
the  shortest  and  best  natural  route.  The  road  oc- 
cupies this  route  for  a  distance  of  about  30  miles, 
and  the  remaining  distance  of  50  miles  or  less,  to 
a  connection  with  the  proposed  road  from  Fayette- 
ville, will  pass  over  an  almost  unbroken  ridge  be- 
tween the  waters  of  the  Cape  and  Lumber  rivers. 
This  traffic  would  oply  encounter  maximum  grades 


Great  'Wire  BrU  \g». 

It  is  known  that  there  is  no  re{  ular  bridge  com 
raunication  across  the  Potomac  >etween  the  Dist. 
and  Alexandria.  A  proposition  "or  the  erection  of 
an  immense  wire  suspension  bri  ige  has  just  been 
submitted  to  the  corporation  o '  Georgetown  by 
Charles  Ellet,  Esq.,  civil  engine  ;r.  ■"    I 

The  bridge  Mr.  Ellet  proposes  is  a  '.cire  suspew 
don  bridge,  of  such  size  and  weieit  as  to  becompe 
tent  to  the  uses  of  railroad,  as  w«  11  as  ordinary  irat 
vel.  At  the  preferred  point,  at  he  Three  Sisters; 
the  river  is  1.030  feet  wide,  which  would  h»e  the 
length  of  a  bridge  there.  Thiscistance  Mr.  Ellet 
proposes  to  span  with  a  single  ^Tch_  declining  to 
use  the  granite  rocks  which  lie  ih  the  river  in  the 
line  of  the  proposed  structure.  |The  cost  of  this 
structure  he  sets  down  at  8*297,870,  but  says  that  if 
the  bridge  be  divided  into  two  sjkans  by  a  pier  on 
the  aforesaid  rocks,  the  cost  woulf  be  only  8240,000. 
He  prefers  the  single  span,  howelver,  on  account  of 
its  handsome  appearance.  Thisj  bridge  he  states 
w^uld  be  four  times  heavier  andptouter,  and  there- 
fore tour  times  stronger  than  the  Wheeling  suspen- 
sion bridge,  (of  which  Mr.  Ellet  was  constructor,) 
and  would  more  than  sustain  the  simultaneous 
pressure  or  weight  of  two  locomoitive  engines  with 
their  tenders,  forty  loaded  freight  cars,  one  hundred 
loaded  carts  on  the  carriage  waysi,  and  one  hundred 
horses,  enough  to  occupy  the  bridge  from  end  to  end 
and  in  all  amounting  to  600  tons  weight. 

Touching  the  objection  tha(  has  been  and  may 
again  be  made  to  the  detour  ol  a  railroad  track, 
round  and  above  Georgetown,  Mr.  Ellet  remarks 
that,  in  fact,  time  will  be  gained  by  the  proposed 
route,  inasmuch  as  it  would  not  Subject  a  train  to 
the  delay  ot  opening  and  shutting  the  draw  at  the 
Long  Bridge,  nor  the  slow  motion  necessary  to  iu 
passage  through  a  thickly  inhabited  portion  of 
Washington.    As  for  the  increajse  of  distance,  it 
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would  be  only  three  miles  more  tt^an  the  way  by 
the  Long  Bridge. 


American    Railroad  Journal. 


8atard«7,  Febroary  19,  ISftg. 

Okla. 

i  Cleveland  atid  PUlsburgh  Railroad.— The  annua) 
meeting  of  the  stockholders  in  this  company  was 
held  at  Cleveland  on  the  5th  January  last.  The 
report  of  the  President  and  directors  states  that  the 
road  during  the  year  was  completed  from  Lake 
Erie  to  the  Ohio  river.  On  the  4th  day  of  March 
last,  the  first  train  passed  over  the  entire  road  to 
Wellsville,  and  on  the  first  of  April  it  might  have 
been  considered  in  efficient  operation.  Since  this 
extension  two  locomotives  have  been  employed 
for  tnoet  of  the  season  in  ballasting  the  road.  This 
labor  is  drawing  to  a  close,  and  a  fine  solid  road 
"bed  is  now  provided  through  the  entire  length  ol 
the  line. 

The  surveys  for  the  Wheeling  extension  have 
bsen  completed  and  considerable  progress  made  in 
obtaining  the  means  of  construction.  The  Beaver 
extension  has  al«o  engaged  the  attention  of  the  en- 
gineering corps.  The  Tuscarawas  extension  has 
been  steadily  prosecuted  during  the  year.  The  en- 
tire line  from  Bayard  to  New  Philadelphia  has 
been  put  under  contract.  The  portion  of  six  miles 
from  Bayard  to  Oneida  Mills  is  with  a  slight  ex- 
ception ready  lor  the  supeistructure,  and  the  work 
on  the  remainder  of  the  line  to  be  completed  by  the 
first  of  May  ne.\t. 

The  items  of  expenditure  areas  follows:  > 

Right  of  way,  engineering  and  contin- 
gencies  8133.G40  82 

Graduation,  masonry  and  b,  idging 928,743  07 

Iron  rail ' 596,79831 

Snperstructure .* 345,526  97 

Equipment,   including  depot  grounds, 

real  estate,  &c 506,164  32 

Discount  and  interest  on  bonds  and  stock  452,885  35 

Total  expenditure t2.963,756  04 

From  this  amount  should  be  deducted  for  surplus 
iron  rail  and  other  material  on  hand,  the  sum  of 
$56,170,  leaving  as  total  cost  of  work  $2,907,586- 
04.  Included  in  this  total  is  the  amount  paid  for 
real  estate,  which  is  ;jow  valued  at  $164,823. 

The  aggregate  of  charges  on  the  sale  of  bonds  is 
$221,650,  less  than  I2percent.  on  the  total  amount 
issued.  Of  the  bonds  a  considerable  amount  have 
been  converted  into  stock.  The  resource  accounts 
now  stand  thus : 

Original  issuesof  stock..  18,709  sbaresS935.450 
Bonds  converted 6,080  shares  304^000 

Present  amount  of  slock.. 24,789    "    $1/239,450 

Bondsissued 1,675,000 

Of  which  converted  into 
stock  as  above 304,000 

Amoant  outstanding 1,371,000 

Temporary  loans  and  other  liabilties..   353,30604 

$2,963,75604 

The  company  now  own  15  locomotives,  14  first 

class  passenger  cars,  2  second  class  passenger  cars, 

105  house  freight  and  baggage  cars,   128  stock, 

platform  and  gravel  cars,  nearly  all  in  good  order. 

The  connections  are  with  the  Cleveland,  Colum- 
bus and  Cincinnati,  and  the  Cleveland,  Ashtabula 
and  Painesville  roads  at  Cleveland,  the  Akron 
Branch  at  Hudson,  and  the  Ohio  and  Pennsylva- 
nia at  Alliance.  In  conjunction  with  the  Cleve- 
land, Columbus  and  Cincinnati,  and  the  Ohio  and 
Pennsylvania  an  important  passenger  business  be- 


tween Pittsburgh  and  Cincinnati  has  been  done  by 
the  company.  The  Akron  Branch  it  is  expected 
will  be  in  operation  to  Millersburgh  during  the 
coming  season,  opening  to  the  Cleveland  market  the 
productive  wheat  fields  of  Wayne  and  Holmes 
county,  and  the  coal  beds  along  the  Chippewa. 
Advantageous  arrangements  for  an  interchange  of 
business  have^been  made  with  the  Ohio  and  Penn- 
sylvania railroad,  and  by  the  Ohio  river  an  easy 
intercourse  will  be  maintained  with  the  Baltimore 
and  Ohio  railroad  now  completed  to  Wheeling. 

The  amount  o(  business  since  the  opening  to  the 
Ohio  ha<  justified  the  largest  expectation  of  the 
friends  of  the  road.  Two  trains  have  been  run 
daily  each  wa) ,  one  from  Cleveland  to  Wellsville, 
and  the  other  from  Cleveland  to  Alliance,  for  the 
last  half  of  the  year.  During  that  time  the  whole 
number  of  passengers  carried  was  103,398,  and  the 

receipts $118,677  73 

Gross  receipts  from  freights 68,787  64 

And  fror  mails 6,964  00 

Total $194,429  37 

The  expenses  have  been  for  the  same 
time 71,122  69 

Net  earnings $123,306  68 

The  board  i»  June  last  declared  a  dividend  of  8 
p^r  cent,  on  tl.^  stock,  from  the  receipts  prior  to  1st 
of,  January  ibV2,  and  6  per  cent,  on  the  receipt»to 
1st  of  July.  Tlipse,  as  the  company  were  still  un- 
der the  necessity  of  borrowing  money  for  con- 
struction, were  paid  in  stock.  At  the  present  meet- 
ing a  further  dividend  of  6  per  cent,  was  declared, 
to  be  paid  in  cash  on  the  20th  January,  1853. 

No  serious  injury  to  any  passenger  or  damage 
to  property  has  attended  the  working  of  the  road, 
and  much  credit  is  given  to  the  Superintendent,  J. 
Durand,  Esq.,  and  the  other  ofiicers  of  the  company 
for  this  result. 

The  I'^llowin^r  is  the  list  of  directois  and  officers 
of  the  company  for  the  year  1853: 

President. — Cyrus  Prentiss. 

Directors.— Za.imoD  Fitch,  Henry  W.  Clark, 
Selah  Chamberlain,  Ellery  G.  Williams,  Moses 
Kelley,  James  K.  Hitchcock,  A.  C.  Brownell,  of 
Cleveland;  James  Butler,  Henry  N.  Day,  of  Hud- 
son ;  Cyrus  Prentiss  of  Ravena ;  James  Farmer  ol 
Salinevillj;  John  S.  Mcintosh  of  Wellsville; 
Samuel  Folj^jfmbe,  Secretary;  W.  H.  Stanley, 
General  Treasurer;  Isaiah  Linton,  Ctiief  Engi- 
neer; John  Durand.  General  Superintendent. 

Th«  Iron  Business  In  Tennessee. 

The  Nashville  Whig  givts  a  tabular  statement 
of  the  capital  and  product  of  the  iron  interest  on 
the  Cumberland  river,  together  with  the  number  of 
hands  employed,  and  the  amount  of  corn  consumed 
per  annum  at  the  21  furnaces,  9  forges,  and  2  roll- 
ing mills  therein  enumerated.  The  following  is 
the  recapitulation:  19  furnaces,  29,200  ton  of  me- 
tal; Dine  forges,  10,600  tons  blooms;  two  rolling 
mills,  4,700  tons  of  iron.  Total,  44,500  tons;  1,400 
kfttles.  Capital,  $1,216,000.  Value  of  products, 
1,678.000.  They  employ  1,395  white  men  and  I,- 
810  negroes. 

Nortlk  Carolina* 

Weldon  and  Gaston  Baiiroad.— The  Norfolk 
(Va.)  Beacon,  rf  the  36th  ult.,  says  we  are  request- 
ed to  announce  on  good  authority,  that  the  railroad 
between  Weldon  and  Gaston  will  certainly  be  in 
running  order  by  the  22d  ol  February.  There  are 
between  450  and  500  men  employed  on  the  road, 
which  is  all  graded,  the  iron  being  also  ready  for 
laying  on  the  track. 


Pennsylvania* 

Pennsylvania  Railroad  Company. — The  annual 
meeting  of  the  stockholders  of  this  company  was 
held  on  the  7th  inst.  in  SansomHall,  Philadelphia. 
The  meeting  was  called  to  order  by  A.  J.  Deiby- 
ithire  Esq.,  on  whose  motion  John  P.  Wetherill  Esq., 
was  called  to  the  chair,  and  George  Boldin,  Esq., 
acted  as  secretary.  The  President,  John  E.  Thomp- 
son, EUq.,  then  submitted  the  annual  report.  The 
report  congratulates  the  stockholders  on  the  open- 
ing on  the  10th  of  January  last  of  a  continuous 
line  of  railroad  between  Philadelphia  and  Pitts- 
burgh. The  business  of  the  present  year  has  been 
encouraging,  the  gross  income  being  $1,943,827, 
and  the  net  profits  $617,025,  leaving  after  paying 
interest  to  stockholders  $577,007,  a  surplus  of  $40,- 
018. 

The  ho(>e  is  entertained  that  the  inclined  planes 
on  the  Portage  railroad  will  be  entirely  removed 
during  the  coming  autumn.  The  difficulty  has 
been  much  reduced  by  the  avoidance  of  three  out 
of  the  ten  inclined  planes,  and  no  efifurt  has  been 
spared  in  pressing  forward  the  work  on  the  remain- 
ing. In  February  last  it  was  found  necessary  to 
make  a  further  expenditure  of  $4,000,000  on  the 
road,  and  the  great  question  was  how  to  raise  these 
means  so  as  best  to  accomplish  the  great  object  of 
all,  the  earliest  completion  of  the  whole  route. 
The  subscriptions  obtained  from  individuals,  to- 
gether with  those  from  the  city  and  districts,  made 
available  by  increased  individual  subscriptions, 
afforded  relief  from  the  pressing  demands  on  the 
Treasury  and  enabled  the  Board  to  go  on  in  the 
uninterrupted  prosecution  of  the  work.  A  loan  of 
$5,000,000  was  also  authorized,  and  $3,000,000  ot 
this,  required  for  the  completion  of  a  single  track 
from  Harrisburgh  to  Pittsburgh,  was  disposed  of 
on  favorable  terms. 

The  statement  of  the  Treasurer  of  the  company 
shows  the  total  receipts  from  stockholders,  in  instal- 
ments on  the  200,000  shares  of  the  capital  stock  of 
the  company,  to  be  up  to  the  3t8tof  December  last, 

$9,768,155  00 
ReceipU  from  $3,000,000  loan 1,906,666  67 

Total $11,674,821  67 

The  total  present  resources  of  the  company  are 
$13,355,308  5b. 

It  is  the  intention  of  the  Board  to  double  the 
track  from  the  Susquehannah  Bridge,  from  Mil- 
lerstown  to  Lewistown,  from  Altona  to  Johnstown, 
and  from  Latrobe  to  Pittsburgh,  during  the  coming 
year,  and  the  remainder  of  the  whole  line  as  fast 
as  the  iron  can  be  obtained.  The  whole  line  will 
be  completed  in  1854.  The  means  required  for  the 
completion  of  the  road,  it  is  proposed  to  raise  by 
the  further  issue  of  $2,000,000  of  bonds  of  the  com- 
pany, and  the  sale  of  additional  stock. 

The  whole  road  when  completed  with  a  double 
track  to  Pittsburgh,  will  not  exceed  the  original  es- 
timate of  the  engineer,  and  may  fall  below  it,  but 
will  probably  reach  $13,600,000  exclusive  of  out- 
fit. 

The  road  is  now  taxed  to  its  utmost  capacity . 
Imperfect  as  has  been  the  condition  of  the  road, 
the  business  done  on  it  has  been  fully  equal  to  the 
means  of  transportation  provided  over  the  State 
road.  The  company  have  now  on  hand  51  loco- 
motives, and  have  contracted  for  60  more  suffici- 
ent to  move  1,000  tons  daily  each  way,  between 
Philadelphia  and  Pittsburgh  exclusive  of  local 
freights.  From  the  report  of  the  Superintendent 
we  leain  that  there  are  62  passenger  cars  on  the 
road,  26  emigrant  aud  890  burden  cars.  Three  hun- 
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dred  and  twenty  additional  burden  cars  have  been 
contracted  lor,  and  are  in  course  of  delivery. 

John  B.  Myers,  Esq.,  offered  a  resolution  au- 
thorizing the  directors  of  the  Pennsylvania  rail- 
road company  to  subscribe  to  15,000  shares  of  the 
capital  stock  of  the  Marietta  and  Cincinnati  rail 
road  company,  payable  in  stock  or  cash  at  such 
times  as  may  be  agreed  upon,  provided  the  Mari- 
etta and  Cincinnati  railroad  company,  pay  the  in- 
terest of  six  per  cent,  on  the  stock  issued  by  the 
said  company,  and  do  not  sell  the  stock  of  the 
Pennsylvania  railroad  company,  at  less  than  its 
par  value. 

To  this  resolution,  Gen.  Robinson,  of  Allegheny, 
offered  as  an  amendment  the  following: 

Provided  a  like  amount  of  15,000  shares  be  sub- 
scribed by  other  responsible  sources. 

John  M.  Read,  Esq.,  offered  an  amendment 
which  was  accepted  by  General  Robinson,  that  the 
subscription  be  made  when  the  directors  are  satis- 
fied sufficient  means  are  secured  to  complete  the 
work.  The  substitute  was  lost  and  the  original  re- 
solution as  offered  by  Mr.  Myers  carried.  General 
Robinson  on  behalt  of  the  stockholders  in  Alle- 
gheny county  offered  a  protest  against  the  subscrip- 
tion. 

A  resolotion  authorizing  a  subscription  of  S300,- 
000  to  the  capital  stock  of  the  Ohio  and  Indiana 
railroad  company,  was  then  acted  upon,  and  after 
discussion  passed;  as  also  a  resolution  authorizing 
a  subscription  of  SIOO.OOO  to  the  capital  stock  of 
the  Springfield,  Mount  Vernon  and  Pittsburgh 
railroad  company. 

An  attempt  to  refer  the  above  resolution  to  the 
board  of  directors  tailed,  and  the  meeting  adjourned. 

Toledo,   Hormtllc  and  Cle're^and  Railroad. 

We  had  no  idea  says  the  Nor  walk  Expositor,  o) 
the  amount  of  business  done  on  the  Cleveland, 
Norwalk  and  Toledo  road,  until  we  passed  over  it 
as  far  as  Norwalk.  The  train  we  went  outon  car- 
ried at  least  Qlb  persons.  The  train  we  met  at 
Grafton  was  crowded,  and  on  returning  every  seat 
was  full  and  many  persons  were  obliged  to  stand 
for  want  ol  room.  The  average  number  of  per- 
sons who  pass  over  the  road  is  about  500  per  day, 
since  its  completion.  At  $2,50  each  the  receipts  of 
the  87  miles  from  Grafton  to  Toledo,  is  $1,250  per 
day,  or  S400,000  per  year.  Supposing  the  receipts 
of  the  road  for  freights,  mails,  &c.,  will  meet  the 
current  running  expenses,  the  receipts  Irom  travel 
will  reach  28  per  cent,  on  the  cost  of  building  and 
equipping  the  road,  .  The  stock  is  already  above 
par. 
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CITY  SECURITIES— BONDS. 


New  York. 

Oswego,  Northern  and  Easlern  Railroad. — The 
directors  of  this  company  have  organized  by  elect- 
ing D.  C.  Littlejohn,  president ;  A.  P.  Grant,  vice 
president,  and  Charles  Rhodes,  secretary  and  trea- 
surer pro  tern. 

Committees  have  been  appointed  for  the  transac- 
tion of  business  and  the  collection  ef  subscriptions. 
At  the  recent  meeting  in  the  city  of  Oswego,  S30,- 
000  was  subscribed,  and  there  is  no  doubt  that  it 
will  be  increased  in  a  short  time  to  secure  the 
building  of  the  road.  The  distance  irom  Oswego 
to  the  village  of  Pulaski,  and  thence  to  the  Water- 
town  and  Rome  road,  is  from  24  to  27  miles  ac- 
cording to  the  point  aimed  at,  this  will  make  the 
distance  between  Oswego  and  Rome  from  64  to  66 
miles.  Favorable  terms  of  connection  have  been 
guaranteed  by  the  Watertown  and  Rome  railroad 
company.       .,,,_., 


LafayetU  and  Indianapolis  Road.-This  road  has   JfJ^^J^^J-f  VsVl-lSBI 
been  opened  but  a  short  time,  mainly  for  passen-    -         J       '- 
gers,  and  has  been  doing  a  very  good  local  busi- 
ness.   Last  week  they  carried  through  from  Indian- 
apolis and  Lafayette  352  passengers  and  558  way 
passengers,  averaging  151  a  day,   yielding  SI  105. 
The  travel  is  on  the  increase,   and   will  increase 
more  rapidly  when  the  line  is  run  by  Union  and 
Greenville  to  Cincinnati,  and  will  be  largely  in- 
creased next  summer   when  the  connecting   lines 
East  through  Ohio,  and   North  to  Michigan  City, 
Chicago,  &c..  are  completed.    A  large   amount  of 
freight  is  ready  for  the   road,  though  nothing  will 
be  attempted  in  freight  business  uuiil  the  road  is 
more  completely  ballasted. 


Krle  Railroad  I<oan. 

We  would  not  be  understood  in  our  article  upon 
the  Erie  railroad,  to  say  anything  prejudicial  to  the 
recent  loan  effected  by  that  company.  On  the  con- 
trary, with  the  basis  of  $8,000,000  of  slock,  and 
S10,000,000  unsecured  bonds,  we  regard  it  as  one 
of  the  best  loans  ever  offered  in  this  market. 


Cincinnati  8's . 

St.  Louis 

Louisville  «'8  1880 , 

Pittsburg  6's,  1869-1871... 

New  York  7's,  1857 

New  York  5's,  1858-'60... 
New  York  5's,  1870-'75... 

New  York  5's,  1890 

Fire  loan  5's,  1886 

PhiladelDhia  6's,  1876-'90. 

Baltimore  l870-'90 

Boston  5's 


stock  and  Money  Market. 

We  have  no  particular  change  to  note  in  Wall 
street.  The  stock  market  continues  heavy  from  an 
over  supply  of  the  fancies.  Money  however,  is 
plenty,  with  an  active  demand  for  first  class  secu- 
rities. 

The  sale  of  the  bonds  of  the  Cattawissa,  Wil- 
liamsport  and  Erie  railroad,  on  Wednesday  last, 
were  made  at  the  following  rates,  viz: 

$15  000 at 94       S155,000 at 92j 

10.000 at 93i        610,000 at 92 

10,000 at 921      

Total $800,000  averaging  92 

10-100. 
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GOVERNMENT  AND  STATE  SECURITIES. 

U.S.  5's,  1853 lOOj 

U.  S.  6*8,  1856 1084 

U.S.  6's,  iwba 115 

U.  S.  6's,  1862— coupon 115 

U.  S.  6'8,  1867 120 

U.S.  6's,  1868 120 

U.  S.  6's.  1868— coupon .120* 

Indiana  5's ,<....10U 

Indiana  2^ 57 

"      Canalloan6's 96 

"      Canal  preferred  5's 37 

Alabama  5's 98 

Illinois  6's,  1847 90 

Illinois  6's — interest 6I4 

Kentucky  6's,  1871 110* 

Maryland  6*8 IIO4 

New  York  6's,  1854-5 108 

New  York  6'8,  18«0-'6l-'62 116 

New  York  6's,  1864-'65 1191 

New  York  6'8,  Jy.,  1866 1J9J 

New  York  54's,  1860-'61 Ill 

New  York  5i's,  1865 112 

New  York  5's,  1854-'55 106 

New  York  5's,  1858-'60-'62 108 

New  York  5's,  1866 113 

New  York  4i's,  I858-'59-'64 lOI 

Canal  certificates,  6's,  1861 —— 

Ohio  6's,  1856 104i 

Ohio6'8,  1860 1094 

Ohio6'8,  1870 II64 

Ohio  6's,  1875 1174 

Ohio  5's,  1865 106 

Ohio  7's,  1851 ..1054 

Pennsylvania  5's 98* 

Pennsylvania  6's,  1847,-'53 lOl 

Pennsylvania  6's,  1879 994 

Tennessee  5's 944 

Tennessee  6's,  1880 IO84 

Virginia  6'8, 1886 IIO4 


106 
.1071 
.1034 
.1014 
.  98i 
.1024 
.106 
.101^ 

.103^ 
.  *W 

!l07 
.108 
.102 


RAILROAD  B0ND51. 

Erie  1st  mot^^a^e,  7's,  1867 116 

Erie  2d  moitga^e,  7's,  1859 HO* 

Erie  incumv  Ts,  1855 99 

Erie  convertible  bonds,  Ts,  1871 ...] 98| 

Hudson  Rivei  1st  mort.,  7's,  1869.  .1 105* 

Hudson  River  2d  mort.,  7'8, 1860..J 99* 

New  York  and  New  Haven  Ts,  18fll lOSj 

Reading  6's    1870 J 92| 

Reading  mortgage,  6'8,  I860 J 9&# 

Michigan  Central,  convertible,  8's,  1I86O Ill 

Michigan  South.'Tn,  7's,  1860  .... , 102 

Cleveland,  Col.  a«jd  Cin.  Ts,  1859.  .j 123 


Cleveland  and  Pittsburg  7's,  I860. 
Ohio  and  Pennsylvania  7'8,  1865 
Ohio  Central  Ts,  1861 


.102 

1094 

,  98 


RAILROAD  STOCKS. 

[corrected  for  WEDNESDAY  OF  ^ACH  WCEI.J 

FebJ  17.     Feb.  10. 


Albany  and  Schenectady 1 U 

Boston  and  Maine IOj> 

Boston  and  Lowell I0j)4 

Boston  and  Worcester .........  lOi  14 

Boston  and  Providence 8  (| 

Baltimore  and  Ohio 8II 

Baltimore  and  SusquehanLa ....  3 

Cleveland  and  Columbus I2i>4 

Columbus  and  Xenia -f 

Camden  and  Amboy 150 

Delaware  and  Hudson  (canal)..  130 

Eastern .' 9^4 

Erie < 964 

FallRiver -I 

Fitchburgh IQS 

Greorgia -■ 

Greorgia  Central -- 

Harlem 6J4 

•'      preferred Il> 

Hartford  and  New  Haven 12  > 

Housaton  ic  (preferred) 3  > 

Hudson  River &ij 

Little  Miami 11  4 

Long  Island 3j 

MadRiver 9) 

Madison  and  Indianapolis 10| 

Michigan  Central I0f4 

Michigan  Southern 12C 

New  York  and  New  Haven...,  1 1*1 

New  Jersey I2t 

Nashua  and  Lowell -4- 

New  Bedlord  and  Taunton 1 J7 

Norwich  and  Worcester 5x4 

Ogdensburgh 24 

Pennsylvania 5(1 

Philadelphia,  Wilm'gton  &.  Bait.  4i  1 

Petersburg - 

Richmond  and  Fredericksburg ..10  > 

Richmond  and  Petersburg 3i  1 

Reading .'*]"  ^) 

Rochester  and  Sjrracuse la  • 

Stonington [  5" 

South  Carolina .!!l2lt| 

Syracuse  and  Utica .....!!  141 1 

Taunton  Branch |llii 

Utica  and  Schenectady !!l5(l 

Vermont  Central 2^4 

Vermont  and  Massachusetts ....   1 14 

Virginia  Central M 

Western .'loij 

Wilmington  and  Raleigh 574 


114 
lOSi 

106 

1031 
891 
901 
34 

lib 

150 
130 
98 
93 
1044 
lOS 


694 
1 15 
129 

35 

68 
\itO 

39| 

99 
105 
1074 
124 
II64 
129 

117 
53| 
88| 

491 
404 

105 

35 

874 
126 

57 
1321 
14C4 
115 
149 

24 

204 

40 
1014 

574 


Railroad    Lianternd 

Our  readers  will  find  an  advertisement  of  erei/ 
variety  of  railroad  Lanterns  in  another  pifc 
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^•w  York  and  Krle  Railroad. 

We  give,  in  aoother  column,  the  returns  made 
by  Ibis  company  to  tbe  legislature,  under  date  of 
Sept.  30, 1852  ;  and  in  calling  attention  to  them, 
we  deem  it  a  fitting  opportunity  for  a  more  extend- 
ed notice  of  the.  acts  and  policy  of  this  company. 

The  report  to  the  legislature  states  the  cost  of  the 

road  at  '.ne  above  date  to  be $27,551,305  71 

Tolal  cost  as  per  report  of  1851.. . .     24,028.858  20 


Increased  cost  oi  the  load  during 

tie  year 3,522,347  51 

The  above  aggregate  is  represented  by  stock  and 
debt,  as  follows : 

Equipment 1,000,000  00 

Stock S7.766,991  17 

Funded  debt 18,003.868  90 

Floating"    1,323,053  55 


Total 27,093,913  62 

Items  of  cost  not  specified .', 457,292  1 5 


27,551,205  77 
The  extraordinary  increase  of  the  construction 
account  naturally  led  us  to  expect  the  usual  report 
at  the  commencement  of  the  year.  We  have  wait- 
ed some  time  in  such  expectation ;  but,  as  we 
understand  that  no  annual  report  is  to  be  made,  we 
con.sider  the  acts  of  the  company  as  now  fairly 
open  to  comment  and  criticism.  We  can  account 
lor  the  omissior.  only  on  the  ground  that  a  full 
exposure  of  the  affairs  of  the  company  is  feared  by 
the  leading  directurs — as  convicting  them  either  of 
unwise  and  imprudent  expenditure,  or  incompe- 

;  fence:  and  that  one  or  the  other  of  these  supposi- 
tions are  true,  we  think  the  history  ol  this  company 
for  a  lew  years  past  fully  prove.s. 
The  present  party  in  management  assumed  their 

'  trust  in  the  early  part  of  1845.     On  the  2d  of  Sept- 
ember of  that  year,  the  company  issued  an  address 

,  to  the  public,  signed  by  Mr.  Loder,  in  which  he 
slates :  | 

"To  complete  a  single  track  to  Lake  Erie,  six 
millions  of  dollars  are  required.  ^The  cost  of  the 
work  to  the  stockholders  will  then  be  S7,350,000  ; 
and  adding  a  liberal  amount  to  provide  for  cars  and 
engines  for  the  commencement  of  business,  the 
road,  with  a  heavy  T  rail,  estimated  at  $65  per  ton, 
will  be  brought  intu  use  for  less  than  820,000  per 
'mile.  The  actual  cost  of  the  road  will  be  over 
S28,000  per  mile,  but  the  liberality  of  the  State,  and 
the  surrender  of  half  of  the  stock  by  the  present 
holders,  reduces  it  to  this  very  low  rate. 

"  In  reference  to  the  estimates,  it  may  be  proper  to 
state,  that  responsible  coTitractors  have  offered  to  take 
the  whole  work,  at  prices  nine  per  cent,  less  than 
those  assumed  in  the  calculations  on  which  they  were 
based." 

To  the  above  sum  of  87,500,000,  f 1, 000,000 
was  added  for  equipment,  making  the  entire  cost 

'  of  the  road  88,350,000,  which  sum  was  made  up  as 
follows:                                             I 
Old  stock 8750,000 

.  Floatingdebt 600,000 

Bonds  issued 3,000,000 

tobe  issued 3,000,000 


I  88,350,000 
it  will  be  borne  in  mind,  that  there  had  been  ex- 
;  pended  upon  the  road  at  the  above  date,  in  addi- 
tion to  the  items  in  the  estinaatad- aggregate  cost, 
$3,000,000,  donated  by  the  State,  and  8755,000  of 
surrendered  stock— making  the  entire  estimated 
cost  of  the  road  to  be  $12,100,000.  It  will  also  be 
recollected,  that  at  the  above  date  the  road  had  been 
in  progress  6  or  8  years— an  ample  period  of  time 
for  obtaining  the  most  accurate  information  as  to 
the  physical  characteristics  of  the  route — the  best 


nothing  wanting  to  a  correct  estimate  ut  the  final 
cost  of  the  work. 

Id  1848  the  company  published  a  further  report, 
in  which  they  stale  that — 

'•  From  two  to  three  millions  of  dollars  will  be 
required  to  complete  the  road  to  Lake  Erie.  And 
within  .six  months  after  the  road  shall  have  been 
extended  to  Elmira,  we  hazard  little  in  saying 
that  such  results  will  follow  one  half  year's  work- 
ing the  road,  as  will  make  the  stock  of  the  company 
a  desirable  investment,  and  sought  after,  at  or 
above  par. 

The  company  at  that  time  will,  by  their  charter, 
have  a  balance  of  stock  not  issued,  and  the  privi- 
lege of  issuing  from  four  to  five  millions  of  dollars, 
which  will  secure  the  completion  of  the  roid  to  the 
lake,  and  make  ample  provision  for  machinery, 
cars,  Ac,  for  running  the  road. 

This  road,  when  completed,  will  cost  the  stockhold- 
ers less,  per  mile,  than  any  other  road  in  the  country, 
and  not  exceeding  half  the  cost  per  mile  of  the  West- 
ern Railroad  from  Albany  to  Boston.  Massachusetts 
has  in  operalum  within  her  limits,  seven  hundred  and 
twenty  eight  inilcs  of  railroads,  costing  about  S35,- 
000  000,  or  about  8dO,000  per  mUe." 

The  above  estimate  would  bring  the  cost  of  the 
toad,  completed,  to  about  811=000,000. 

On  the  first  ilay  of  February  1851,  the  company 
being  pressed  lor  money  issued  a  further  exhibit 
from  which  we  quote  as  follows: 

"  The  whole  cost  of  the  road,  with  ample  uepot 
grounds  and  buLdings  and  equipments  fo-r  operating 
the  road,  together  with  the  /^ewburgh  branch,  and 
valuable  and  extensive  grounds  and  docks  at  Dun- 
kirk, Newburgh.  Piermont  and  New  York,  with  ex- 
tensice  machine  shops,  barges,  steamboats,  etc.,  will 
be,  at  tlic  time  of  reaching  the  lake,  ah.nU  ,S20,aOO,- 
000;  or,  after  deducting  the  value  of  the  equipments, 
82,500,000 — §38  706  per  mile — a  cosf.  by  ,io  means 
large,  when  compared  with  other  imporiuni  railroads 
in  the  country. 

The  average  cost  of  railroads  in  New  England 
is  about  850,000  per  mile. 

The  financial  condition  of  the  company  is  stated 
as  follows,  viz; 

FUNDED  DEBT. 

Mortgage  bonds  issued  in  lieu  of  State 

loan $3,000,000 

Second  do.,'  redeemable  in  1859 4,000  000 

Certiticates.  ot  old  indebtedness 500  000 

Income  bonlis 3,500,000 


Total  amount  of  (unde.ldebt $11,000,000 

Add  to  this  the  present  lloating  debt . . .      2,988,045 
And  the  probable  cost  uf  opening  ihe 
road  to  Lake  Erie,  exclusive  of  male- 
rials  now  oti  the  ground 300  000 


And  the  entire  debt  of  the  company  will 

be 814,288,045 

To  fund  the  floating  dent  of  the  company,  to  pro- 
vide the  necessary  machinery  and  cars  lor  working 
the  road  (the  remaining  unissued  capital  stock  of 
the  company,  84,710,000,  not  being  nvailable  for 
ihat  purpose)  the  directors  will  issue  bonds  trans- 
ferable on  the  bojks  of  the  company,  for  $3,500,- 
000  beating  interest  at  the  rate  of  7  per  cent,  per 
annum,  payable  semi-annually,  with  interest  war- 
rants aiiacheJ  ;  thepjincipal  redee.:;able  20  years 
after  date,  and  convertible  into  the  stock  of  the 
company  iit  the  option  ol  the  holder. 

The  liabilities  of  the  company  will  then  be: 

Funded  debt,  as  lieforcjiven $11,000,000 

Bonds  redeemable  in  1871,  and  convert- 
ible into  the  stock  ol  the  company,  at 
the  option  ol  tiie  holder  (present  is- 
sue)        3,500,00 


Amount  of  capital  stock  i.^^sucd.. 
To  which  add  fur  contingencies . . 


$14  500,000 

.      5  790,000 

210.(00 


Making $20,500,000 

the  auiouni  expended  and  to  be  expended  in  open- 
ing the  road  to  Lake  Eris.    At  least  S2,50O,00J  of 
engiMeering  talent  of  the  country  had  been  in  the  j  which  is  chargeable  lo  equipment  account.' 
employ  of  the  company,  and  there  could  have  been  [     Increased  cost  during  the  year  $3,220,100.    At 


the  date  of  the  above  exhibit,  there  were  only  forlv 
miles  upon  which  the  rails  had  not  been  laid,  and 
it  would  be  supposed  that  with  the  road  so  nearly 
completed,  its  cost  could  have  been  accurately  de- 
termined. 

The  following  are  the  reasons  given  for  the  in- 
creased cost  of  the  road  over  estimates : 

"  This  road,  like  other  kindred  works  of  the  pre- 
sent day,  has  cost  more  than  was  originally  esti- 
mated, but  not  more  than  others  of  less  importance 
and  value,  as  will  fully  appear  by  reference  to  their 
official  reports. 

The  cost  upon  the  western  division  has  been 
augmented  largely,  if  not  mainly,  by  adopting  a 
new  line,  other  than  that  upon  which  the  estimate 
of  last  year  was  made;  by  which  a  grade  of  60  feet 
to  the  mile  continuously,  for  14  miles,  has  been  re- 
duced to  40,  and  the  distance  shortened  six  miles. 
This  has  been  done  on  the  50  miles  nearest  Dun- 
kirk, and  will  .save  the  company  annually  in 
working  the  road  the  interest  upon  four  times  its 
extra  cost.  Other  important  changes  have  been 
made  in  the  line  of  the  road,  by  which  many  miles 
of  a  continuous  grade  of  60 feel  have  been  reduced 
to  50  feet  per  mile. 

The  right  of  way  contingent  upon  a  change  of 
line  has  been  expensive,  and  the  extra  cost  render- 
ed necessary  in  hastening  the  work,  in  compliance 
with  the  requirement  of  the  law  of  the  State,  to  fin- 
ish it  within  a  prescribed  lime,  together  with  the 
fact  that  the  company  have  added  about  $1,000,- 
000  in  value  to  the  stock  of  Iheir  locomotives  and 
cars,  within  the  last  year,  will  doubtless  satisfacto- 
rily account  for  the  cost  of  the  work  over  the  esti- 
mate." 

On  the  24th  December,  1851,  the  company  still 
wanting  money,  published  a  futther  report  in  which 
they  stated  the  cost  of  the  road  up  to  that  dale  lo 
have  been  $23,580,000,  instead  of  $20,500,000  as 
previously  estimated,  and  in  explanation  stated 
that— 

"The  engineers  in  submitting  their  report  to  the 
directors  lor  constructing  the  road  from  Hornells- 
ville  to  Dunkirk,  western  division,  estimated  the 
cost  for  building  128  miles  at  $2,123,389,  and  for 
right  of  way  $50,000.  It  proved  on  a  final  settle- 
ment of  accounts  tu  be  $3,526,657  38. 

Difference $1,353,368  38 

The    convertible    bonds   issued    last 

spring  for  $3,500,000,  sold  at  90  per 

cent,  making  a  difference  of ^50,000  00 

Locomotives  and  carsover  estimate.       500,000  00 

Buildings  in  New  York 

Wharves  and  buildings  in  Dunkirk. 
Fences  built  during  1851,  300  miles. 
Subscription  to  BufTalo  and  State  line 

road 250,000  00 


'«0  000  00 
109.000  00 
200,000  00 


2,852,368  38 
The  chief  part  of  the  discrepancy  is  accounted 
for,  however  by  the  company's  being  obliged  in  or- 
der to  get  the  road  through  in  time,  to  incur  in- 
creased expense,  in  driving  the  workday  and  night 
amid  frost  and  snow ;  in  being  compelled  to  assume 
work  which  the  contractora  were  unable  to  perform; 
and  in  the  heavy  expense  atiendmg  the  transporta- 
tion of  materials  for  the  superstructure.  The  pro- 
priety or  policy  of  doing  in  one  year  what  it  has  ta- 
ken other  roads  two  or  three  to  accomplish,  will 
not  be  doubted  when  it  is  considered  that  the  loss  of 
interest  alone  would  be  14  f)er  cent,  to  say  nothing 
of  having  two  years'  benefit  of  earnings  to  the  trea- 
sury. The  total  cost  of  the  Erie  railroad,  includ- 
ing 60  miles  of  double  track,  sidings  and  turnouts, 
wharves,  locomotives,  cars,  stations  and  pioperty  of 
every  description  (excepting  $266,000  Buffalo  and 
State  line  stock)  is  $50,172  per  mile,  or  exclusive 
of  engines,  cars,  steamers,  stations,  etc.,  $43,333  per 
mile.  Although  this  is  more  than  the  directors  hop- 
ed and  believed  it  would  be,  it  is  still  about  the  av- 
erage cost  ol  all  the  railways  in  the  state  of  Massa- 
chusetts, which  by  last  year's  report  was  staled  at 
$49,573  43  per  mile. 

The  cotnpany  have  leased  from  the  corporation 
of  the  city  of  New  York,  the  square  at  the  foot  of 
Duane  street,  on  which  they  have  erected  a  large 
block  of  buildings,  in  a  portion  of  which  their  offi- 
ces are  now  located.    The  whole  building  will  in 
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a  few  years  be  required  frr  their  business.  These 
buildings  cost,  including  fixtures,  about  80,000 dol- 
lars. 

To  pay  this  floating  debt,  and  to  aid  in  building 
100  miles  of  double  track  from  Great  Bend  west- 
ward, the  company  propose  to  issue  bonds  payable 
in  ten  years  (the  remaining  unissued  stock,  4,500,- 
000,  being  as  yet  unavailable)  convertible  into 
stock,  and  bearing?  per  cent  interest. 

The  portion  of  double  track  which  the  company  pro- 
pose to  build  is  of  easy  grade  and  construction,  arid  can 
be  built  at  the  rate  of  about  ten  thousand  dollars  per 
mile ;  and  is  imperatively  required  by  the  increasing 
business  of  the  road. 

The  directors  are  able  to  state  to  the  stockholders 
that  for  the  construction  of  the  100  miles  of  double 
track,  they  can  make  available,  and  on  terms  ad- 
vantageous to  the  company,  a  sufficient  portion  of 
the  capital  stock  to  insure  its  immediate  comple- 
tion. 

At  this  point  then  we  lose  sight  of  the  company, 
as  far  as  all  voluntary  exhibitions  of  their  affairs 
are  concerned.  Having  obtained  the  loan,  to  se- 
cure which,  was  the  object  of  the  exhibit,  the  com- 
pany hoist  colore,  and  start  anew  upon  a  voyage 
into  the  regions  of  the  unknown.  Having  obtained 
supplies,  there  was  no  lurther  occasion  for  an  appeal 
to  the  public.  The  $10,000,000  oi  unsecured  bonds 
not  only  enabled  the  company  to  carry  on  its  ope- 
rations for  the  past  three  years,  but  these  paid  in 
their  turn  became  the  basis  for  new  loans,  which 
take  precedence  o^  the  former.  This  act  is  exactly 
parallel  to  the  case  of  a  man's  borrowing  money 
without  security,  for  the  purpose  of  making  it  the 
basis  of  a  new  loan. 

The  next  we  hear  of  the  company  is  the  report 
made  to  the  legislature  on  the  30ih  of  September, 
1852.  During  the  nine  months  that  had  elapsed 
since  the  previous  report  of  the  company,  already 
quoted,  the  construction  account  had  increased  $3,- 
551,205  71 !  In  the  mean  time  the  company  have 
paid  two  dividends  amounting  to  7  per  cent,  out  of 
the  net  earnings  ol  the  company. 

While  we  have  given  the  several  estimates  from 
time  to  time,  we  have  also  been  careful  to  give  the 
explanation  offered  for  the  discrepancy  between 
the  prediction  and  the  result.  We  believe  the  a- 
bove  extracts  present  all  that  is  material  in  the  se- 
veral  reports  ot  the  company. 

The  statement  will  show  the  several  estimates 
that  have  been  made  by  the  company  of  the  cost  of 
the  road  since  1845. 

Estimated  cost  1845 $8,350,000 

1848 11,000,000 

"        "  1850 17,178,000 

'"        "    Fehr'y.  15,  1851 20,500,000 

"     Dec.      24,1851 23.750,000 

"     Sept.      30,1852 27,551,203 

We  have  endeavored  to  state  the  substance  of 
the  several  reports  of  the  company  since  1845. 
Meagre  as  these  reports  are,  they  are  the  only  pub- 
lished reports  ot  the  doings  of  tne  company 

In  commenting  upon  the  above,  we  are  utterly  at 
a  loss  to  know  where  to  begin,  or  what  to  say.  in 
the  reports  oi  other  campanies,  the  salient  points  iu 
their  management  are  distinctly  pre^iented  to  us  in 
the  reports  of  the  chiefs  of  the  several  departments; 
the  engineer,  superintendent,  treasurer,  etc.,  a  di- 
rect issue  is  made,  either  (o  be  controverted  or  as- 
sented to. 

Tak'?  lor  example  the  annual  reports  of  the  Bal- 
timore and  Ohio  road.  In  addition  to  the  report  ol 
the  president,  giving  a  general  view  of  the  state  of 
the  company's  affairs,  are  those  of  the  chiet  engi- 
neer, superintendent  and  treasurer,  all  presenting 
in  great  detail  the  conditioD  of  his  own  department, 
with  careful  and  ciicumstantial  explanations  of  all 
discrepancies  between  the  present  and  preceding 


Iff? 


statements;  and  together  providing  a  mass  ot  evi- 
dence that  carries  conviction  to  the  mind  of  th« 
reader  that  he  is  possessed  of  an  accurate  know- 
ledge of  the  condition  and  state  of  the  company's 
property.  On  the  other  hand  the  reports  published 
by  the  Erie  company,  are  unaccompanied  as  far  as 
we  have  been  able  to  ascertain,  by  any  reports  ei- 
ther of  the  chief  engineer  or  superintendent.  At 
any  rate,  such  has  been  the  case  for  years  past. 
All  that  we  have  from  the  company  are  a  few  brief 
general  statements,  the  correctness  of  which  are 
totally  disproved  by  those  next  succeeding.  The 
vast  sums  which  this  company  have  absorbed  se*ms 
to  yield  no  other  result  than  that  whicL  follows  the 
plunging  of  a  huge  rock  into  the  ocean.  A  tremen- 
dous splash,  followed  by  a  few  convulsive  throes, 
and  no  trace  is  left  behind. 

Although  we  have  no  published  reports  of  engi- 
neers, there  can  be  no  doubt  that  the  various  esti- 
mates of  the  company  were  based  upon  those  of 
their  engineers  in  their  employ.  There  is  no  doubt 
too,  that  with  the  exception  of  the  first,  that  the 
road  could  have  been  built  at  the  cost  of  each  suc- 
ceeding estimate ;  and  in  reference  to  the  first,  Mr, 
Loder  states — 

"  /»  reference  to  the  estimates,  it  may  be  proper  to 
state,  that  responsible  contractors  have  offered  to  take 
the  whole  work,  at  prices  nine  per  cent,  less  than 
those  assumed  in  the  calculations  on  which  they  were 
based." 

As  nothing  authentic  is  known  of  the  physical 
characteristics  of  the  Erie  R.  R.we  must  make  up 
our  opinion  of  its  real  cost  from  the  best  secondary 
evidence  at  hand,  which  is,  of  course,  the  state- 
ments of  the  directors,  which  were  probably  made 
upon  competent  evidence  withheld  from  the  public. 
The  earlier  statements,  are  asserted  in  the  same 
confident  tone  as  those  of  later  date,  and  we  have 
of  course  much  better  reason  to  suppose  the  former 
to  have  been  correct,  as  to  what  should  have  been 
the  cost  of  the  road,  than  the  latter. 

Another  mode  of  determining  the  true  cost  ofthe 
Erie  road,  is  to  compare  it  with  other  works.  That 
presenting  the  nearest  parallel  is  the  Baltimore  and 
Ohio.  The  Erie  road  with  its  branches  is  4t>4  miles 
long,  the  Baltimore  and  Ohio  about  380.  As  far  as 
the  characteristics  of  the  two  routes  are  concerned 
there  is  no  comparison  between  them.  We  have  no 
doubt  the  work  actually  done  on  the  latter  to  be  at 
least  one  third  greater  than  on  the  former.  Upon 
the  Baltimore  and  Ohio  there  are  twelve  tunnels, 
having  an  aggregate  length  ol  10,500  feet;  114 
bridges,  and  more  than  thirty-three  miles  have 
grades  of  over  100  feet  to  the  mile.  As  far  as  dif- 
ficult and  expensive  obstacles  in  the  way  of  con- 
struction are  concerned,  those  encountered  on  the 
Erie  sink  into  insignificance  compared  with  the 
other.     Yet  the  Baltimore  and  Ohio  railroad,  erad- 

ed  and  bridged  for  a  double  track,  while  the  Erie  is!  j^iT'  ,,  ,„  ,,     ^^.  ,„    ....         ,^    ».  . 

.   u  .        .-   .  u       ^..„^^^„   doubt  as  to  the  real  condition  Of] affairs, 

not,  has  cost  only  a  little  more  than  $17,000,000, 

against  $27,551,207  71,  the  cost  of  the  tormer ! 

But  all  such  modes  of  reasoning  in  the  present 
case  are  superfluous.  As  belore  stated,  the  direct- 
ors stand  convicted  by  their  own  statements  either 
of  an  improvident  or  improper  expenditure  of  the 
money  gone  into  construction.  From  this  dilemma 
there  is  no  escape.  Which  they  will  be  compelled 
to  take,  the  public  must  make  up  its  own  judg- 
ment. 

The  Erie  company  have  never  voluntarily  made 
a  public  exhibition  of  their  affairs,  unless  forced  to 
do  SO  by  the  want  ol  money.  This  is  the  reason 
why  no  report  was  made  at  the  commencement  of 
the  present,  as  of  the  two  previous  years.  We  sub- 


the  construction 
46 !     Yet,  in  thq 


mil  whether  it  be  not  an  outrage  upon  ail  decency 
for  this  company  to  go  into  the  m  irket  and  borr«wi 
810.000  000,  which  with  other  loaw  is  in  factsomw 
$25,000,000  in  advance  of  the  orij  inal  estimate  ol 
the  cost  of  the  road,  without  the  slightest  authentic 
statement  as  tq  the  objects  for  whicn  this  vast  sum  is 
wanted,  and  without  furnishing  aijy  evidence  to  en- 
able the  public  to  judge  whether  jhe  previous  con- 
duct of  the  directors  has  been  ( uch  as  to  entitle' 
them  to  have  the  expenditure  of  so  much  money. 

We  contend,  too,  that  lor  a  company  like  the 
Erie  to  declare  a  dividend,  withojt  accompanying 
it  with  a  financial  statement  of  its  affairs,  to  enable 
the  public  and  the  stockholders  ;o  judge  whether 
the  same  has  been  earned  or  not-  -carries  with  it  a 
badge  of  fraud.  The  directors  may  be  entirely 
mistaken.  Take  the  case  of  the  dividend  paid  by 
this  company  in  July.  The  inci  eased  cost  of  the 
road  from  January  to  September  I  Oth  last,  was  S3A 
'>5l,205  71.  Assuming  this  incrjase  to  have  been 
uniform,  on  the  1st  cay  of  July 
account  had  increased  $2,367,47( 
face  of  this  vast  increase,  with  a  Knowledge,  which 
the  leading  directors  must  have  had,  that  a  divi- 
dend was  not  earned,  one  was  declared,  without  the 
publication  of  a  syllable,  showing  the  condition  of 
the  company.  Can  fatuity,  or  incompetency,  or 
dishonesty  even,  parallel  such  et'rontery  as  thisl 

The  company  has  never  earneil  a  dividend.  AU 
that  have  been  declared  have  be>n  in  violation  of 
the  rights  of  the  bondholders.  A  considerable  por- 
tion of  the  money  to  pay  both  th(  se  and  the  accru 
ing  interest  on  the  company's  c  ebt,  has  l>een  bot<- 
rowed.  The  earnings  of  the  company  from  Jan 
uary,  1851,  to  September,  1852,  e  nbraf-ing  a  period 
ot  only  a  year  and  nine  month  >,  have  t>een  only 
$5,358,712  91,  while  the  construction  account  haa 
increased  during  the  same  tine  $7,001,205  71 ; 
showing  that,  instead  of  a  dividend  being  earned, 
$  1 ,642  492  80  has  been  borroteed  to  pay  the  interest 
and  dividend. 

But  it  is  useless  to  multiply  proofs  of  the  mis 
conduct  and  contradictory  statements  of  this  com 
pany.  Every  subsequent  act  is  a  denial  of  somr 
previous  affirmation.  Elach  succeeding  statement 
disproves  the  preceding,  and  ue  have  no  bettei 
reason  for  trusting  the  present,  which  may  be  de 
nicd  to-morrow,  than  the  past.  Even  the  repon  t< 
the  legislature  furnishes  no  evi  lence  of  what  bai 
become  of  the  company's  mea  as.  By  adding  to 
gether  the  cost  of  all  the  items  set  out  in  the  repor 
to  the  legislature,  (to  be  found  ii  another  column,] 
and  these  amount  to  only  $23,828,945,  leavicf 
$6,722,260,  not  accounted  for.  Ii  i  the  reports  to  tL« 
legislature,  wide  and  important  discrepancies,  na 
accompanied  by  the  slightest  explanation,  occur 
so  that  the  voluntary  and  compulsory  reports  of  th(f 
company,  only  serve  to  involve   us  instill  greatc' 


We  contend,  that  the  course  of  this  company  ii. 
not  only  most  culpable  in  itself,  but  most  injurioa  i 
in  its  influenae  upon  the  action  of  others,  and  thu 
public  sentiment.  Here  is  a  coi  ipany,  with  doubl : 
the  capiul  of  any  other  iu  the  Ui  lited  States,  locatec  I 
in  the  great  commercial  empoiium  of  the  Union 
having  the  longest  and  most  cim^picuous  road  in 
the  United  States,  and  in  fact,  in  the  world,  num- 
bering in  its  direction  some  of  our  leading  and 
most  influential  citizens — pursu  ng  a  policy,  whici  i 
is  in  violation  of  all  the  established  rules  that  gov- 
ern business  transactions,  of  the  rights  of  the  stock- 
holders and  the  public,  of  g^od  faith,  and  th' 
respect  which  should  be  due  tojlhemtelves.  Sup- 
pose  that  all  other  companies  I  should  follow  tJi; 
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example  set  then;  by  ihe  Erie,  what  would  be  the 
result!  We  should  be  afloat,  without  chart  or 
compass,  as  far  as  the  value  of  all  railroad  secu- 
rities were  concerned.  A  wide  door  would  be 
opened  to  every  kind  of  fraud  and  imposition, 
which  could  hare  no  other  result,  than  of  com- 
pletely destroying  public  confidence,  of  paralyzing 
the  movement  of  all  our  companies,  and  of  prostra- 
ting our  whole  railroad  system.  Is  it  right  that  the 
Erie  Railroad  should  pursue  a  policy  so  culpable 
in  itself,  and  fraught  with  such  injurious  conse- 
quences 1 

But  these  things  cannot  go  on  at  this  rate.  The 
infatuation  which  has  long  supplied  this  company 
with  money,  must  have  an  end ;  the  moment  it  is 
unable  to  borrow,  a  crisis  must  come.  Dividends 
can  no  longer  be  paid.  The  company  will  be  truly 
lortunate,  if  it  can  make  good  its  interest  account. 
Every  dollar  lost  must  be  felt  in  the  future  opera- 
tions of  the  road;  for  it  must  compete,  for  its  busi- 
ness, with  roads  cheaply  built  and  economically 
managed.  The  sooner,  therefore,  the  alarm  be 
sounded,  and  the  present  abuses  be  met  and  cor- 
rected, the  less  disastrous  will  be  the  reverses  which 
must,  with  certainty,  overtake  this  company. 

Indians. 

TYrre  Haute  and  Indianapolis  Railroad. — The 
4th  annual  report  of  this  company  under  date  of 
January  17,  1853,  presents  the  following  statement 
of  its  financial  condition  at  that  date,  viz : 

Dr. 

Capital  stock StJ^^iJ  3m7  10 

Seven  percent  bonds 600,000  00 

Six        ••       '  " 63,100  00 

balance  of  transportation, 

amount 45,860  05  | 

Sundries 11,672  «0 

81,353,019  95 


Construction  account.. 
Union  track  at  Indian- 
apolis  

Union  depot 

Due  from  other  roads.. 
Sundries 


C«. 

81,311.672  49 

5,408  40 

7,817  87 

7,561  76 

20,669  43 


-81,353,019  95 
The  earnings  for  the  past  year  have  been  as  fol- 
lows, viz : 

Received  from  pass 864,707  26  I 

"      freight....   36,463  54  ' 

'^      mail 4,773  07 


8105,943  87 
The  expenses  of  operating  the  road  for 

the  same  period,  have  been 834,497  82 


Showing  the  net  earnings  of  the  year 

to  be 871,446  05 

Which  have  been  applied  as  follows : 
Interest  on  63,100  six  per  cent. 

bonds 83,786 

Interest  on  600,000  7  per  ct. 

bonds,  (6  months.) 21,000 

Extra  interest 800 


825  606  00 

Current  expenses 34,437  82 

Balance  to  construction  ac- 
count     45,860  05 


8105,943  87 

This  road  was  opened  on  the  16ih  day  of  Febru- 
ary, 1852,  but  owing  to  the  severity  of  the  winter, 
and  the  difficulty  in  getting  the  track  in  good  run- 
ning order,  but  little  business  was  done  till  the  open- 
ing of  the  spring. 

The  entire  road-bed  has  been  well  ballasted  at  con- 
siderable cost,  from  the  difficulty  of  obtaining  suit- 
able material  at  convenient  points,  and  is  now  in 
good  condition.  It  was  not  injured  by  the  recent 
floods,  which  proved  so  disastrous  to  the  railroads 
throughout  the  West.    The  road  has  a  sufficient 


equipment  for  its  present  business,  but  this  is  to  be 
increased  to  meet  the  anticipated  increase  of  traffic 
for  the  coming  season. 

The  cotnpany  have  ample  depot  grounds  at  In- 
dianapolis and  Terre  Haute,  and  also  machine  and 
repair  shops  and  engine  houses  at  both  of  these 
places,  and  which  are  well  stocked  with  the  neces- 
sary machinery  and  tools. 

This,  in  common  with  other  railroad  compa- 
nies, the  roads  of  which  terminate  at  Indianapo- 
lis, is  a  part  owner  of  what  is  termed  an  Union 
track,  which  unites  all  the  companies,  and  brings 
them  to  9  common  depot,  now  in  course  of  con- 
struction, and  which,  together  with  the  common 
track,  must  prove  of  great  advantage  to  all  the  com- 
panies that  are  parties  to  it.  The  depot,  it  is  ex- 
pected, will  be  completed  in  June  next. 

The  road  has  been  operated  during  the  past  year 
with  grea't  regularity  and  safety.  During  this  pe- 
riod there  have  been  carried  over  the  road  17,501 
tkrcugh,  and  39,888  way  passengers,  without  the 
slightest^ccident  to  a  single  indiviaual.  The  bu- 
siness of  the  road,  which  is  now  almost  uf  a  local 
character  is  large  and  issteadily  increasing.  The 
company  expect  to  be  able  to  divide  seven  per  cent 
upon  the  cost  of  the  road,  from  receipts  from  this 
source.  A  large  revenue  is  anticipated  from  the 
carriage  ot  coal,  which  is  found  in  great  abundance 
on  the  line  of  the  road,  and  from  which,  a  large 
portion  of  the  State  must  draw  its  supplies,  of  this 
most  important  article.  Measures  are  now  in  pro- 
gress for  working  this  coal  on  an  extensive  scale. 

A  large  accession  of  business  is  anticipated  liom 
other  roads  now  on  the  evf  of  completion,  or  in  pro- 
gress, with  which  the  above  road  will  be  connect- 
ed. The  Terre  Haute  road  forms  the  only  exten- 
sion west,  uf  all  the  roads  concentrating  at  Indian- 
apolis. From  Terre  Haute  a  road  is  in  progress  to 
Evansville,  an  important  town  on  the  luwer  Ohio. 
To  St.  Louis  two  roads  are  proposed,  the  Missis- 
sippi and  Atlantic,  and  the  Terre  Haute  and  Alton. 
Upon  the  former  of  these,  surveys  are  in  progress, 
preparatory' to  placing  it  under  construction.  The 
latter  is  in  progress.  The  completion  of  these 
roads  will  add  immensely  to  the  business  of  the 
Terre  Haute  and  Indianapolis.  A  dividend  of  four 
per  cent  was  declared  at  the  date  of  the  report  from 
the  tarnhigs  of  the  past  year. 

Th*^  above  company  sustains  a  high  credit,  and 
both  its  stock  and  bonds  commanc  a  large  premium 
in  the  market.  It  is  regarded  in  this  city  as  one  of 
the  most  promising  ofthe  Western  railroad  projects, 
and  an  active  inquiry  for  its  securities,  united  with 
the  flattering  prospects  for  the  future,  have  carried 
its  stock  and  bonds  to  a  much  higher  figure,  than 
most  of  our  Western  securities  command. 

We  see  by  the  report  that  the  former  President 
ofthe  company,  Mr.  Rose,  to  whom  the  high  char- 
acter, as  well  as  the  success  of  the  road  is  mainly 
owing,  has  retired  from  the  active  management. — 
His  place  i«r  filled  by  Samuel  Crawford,  Esq. 

Kcntuckyt 

Danville  and  McMinnville  Railroad. — We  learn 
that  the  engineers  have  commenced  the  survey  of 
this  important  railroad,  a  sufficient  amount  having 
been  subscribed.  There  has  been  much  spirit  ma- 
nifested by  the  citizens  of  the  counties  turouzh 
which  this  road  pasces.  Private  and  county  sub- 
scriptions have  been  liberal  and  promptly  made, 
and  they  will  be  aiuply  paid  for  their  public  spirit. 
We  wish  this  enterprise  success — there  was  a  time 
when  it  was  appreheitded,  that  the  makiug  of  the 
McMinnville  road  would  supersede  the  road  from 
Knoxville  to  Danville— but  it  is  not  now  so  consid- 
ered— but  on  the  contrary,  has  bad  the  eS'ect  to  in- 
duce our  citizens  to  have  more  faith  in  themselves 


and  to  excite  a  more  general  railroad  feeling  among 
them.  They  now  see  what  her  sister  counties,  whose 
means  and  resources  are  no  better  than  their  own, 
have  undertaken,  and  they  will  have  courage  and 
do  likewise.— Sfm«*5«^  Gazette. 


New  Tork. 

Albany  aiul  Schenectady  Railroad. — The  direct- 
ors of  this  company  held  a  meeting  on  the  17th 
January  last,  and  declared  a  dividend  of  four  per 
cent,  out  of  the  net  earnings,  for  the  six  months 
ending  on  the  31st  of  January,  1853,  and  further 
requested  a  statement  of  the  affairs  ofthe  company 
during  the  year,  to  be  made  by  the  President,  and 
printed  and  distributed  to  the  stockholders.  From 
this  statement,  we  learn  that  two  semi-annual  divi- 
dends ol  4  per  cent,  each,  have  been  made  during 
the  year,  after  paying  which  there  remained  a  sur- 
plus of  843.895  39.     ■  I 

Which  has  been  applied : 

To  contingent  fund 85,000 

Freight  accommodations 5,000 

On  account  of  depot  lot 3,679 

Locomotive  engine 8,250 

Double  track 8,000 

Settlement  of  suits 5,000 

Cash  on  hand 8,966  39 


843,895  39 

The  receipts  at  the  time  of  the  last  annual  report 
for  the  year  ending  31st  January,  1853,  were  esti- 
mated at  8290,000.  They  amounted  in  fact  to  8316,- 
487  60. 

The  contingent  fund  now  amounts  to  850,350. — 
At  the  date  of  the  last  report  the  funded  debt  was 
8750,000,  and  the  capital  stock  81000,000.  A  large 
number  of  bonds  have  since  been  converted  into 
stock,  so  that  at  the  present  time,  the  funded  debt 
is  8460,400,  and  the  capital  stock  81,289,600.  The 
probability  is  that  the  remainder  of  the  convertible 
debt,  about  $305,000,  will  soon  be  turned  into 
stock. 

The  receipts  were:  ' 

From  passengers 8168,505  22 

"     Freight 123,540  09 

"     Mails 4,250  00 

"    Rents 2,150 

Estimated  receipts  for  January 1 8,042  29 

8316,487  60 

Expenses 174,076  13 

Interest 838.992  74 

August  dividends 41,416  00  r 

February  dividends 49,772  00 

8130,180  74 

Surplus 843,895  39 

The  SeaUkcm  BIlcklKan  Rallroa4        I 

The  Toledo  Blade  of  the  14ih  ult  gives  a  state- 
ment of  the  business  of  the  Southern  Railroad, 
terminating  at  Toledo  and  Monroe,  during  the  past 
season,  as  follows :  ••. .;    | 

Merchandize,  etc.,  forwarded  from  Toledo, 

tons 13,713 

From  Monroe 3,396 


17,108 

Produce,  etc,  received  at  Toledo,  tons 40,638 

At  Monroe 18,701 


59,339 

The  number  of  bushels  of  grain  received  at 
the  two  ports  in  1852,  was 1,822,591 

Dayton  and  HUehlfan   Railroads 

The  line  north  of  Troy  to  Toledo,  on  the  Dayton 
and  Michigan  road,  has  been  all  let  to  Toledo,  in- 
cluding the  equipment,  station  houses,  etc.,  Mr. 
Doolittle,  the  efficient  contractor  on  the  !ine  has 
the  whole  contract,  but  the  terms  have  not  yet  tran- 
spired. 


...1: 
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North  CaroUnat 

Raleigh  and  Gaston  Railroad — The  Raleigh, 
N.  C.  Star  states  that  the  Uyinjf  of  the  Raleigh  and 
GastoD  railroad  has  been  completed  in  the  nnost  ap- 
proved and  substantial  raanner,  and  new  engines 
and  cars  are  now  being  placed  upon  it. 


To  Railroad  Companies,  Car 
Builders,  Maciilnists,  etc. 

SINGER,  HARTMAN  &  CO., 
SHEFFIELD  IRON   AND  STEEL  WORKS, 

PITTSBURG,  Pa. 
Warehouse  Nos.  U>9  Water,  and  1 40  Front  sts. 

HANING  completed  their  arranpements  for  man- 
ufactiulng  Car  and  Locomotive  Axles,  Piston 
Rods,  Wrought  Iron  Shalting,  etc.,  either  hammered 
or  rolled,  are  prepared  to  offer  inducements  aa  to  qual- 
ity and  price.    They  also  manufacture 
Boiler  Plate  and  Rivets, 
Railroad  and  Boat  Spikes, 
Car  and  Locomove  Springs, 

"  "  Spring  Steel, 

Solid  Box  Vices,  etc.,  etc.  15t7* 

DeYlan^s  Patent 
Oil   Manufacturing  Co., 

12  BROADWAY,  r^EW  YORK. 

THIS  Oil  is  extensively  used  on  Railroads  and 
Steamships,  and  other  Machinery,  and  is 
worthy  the  attention  of  every  individual  or  compa- 
ny that  uses  Oil  for  Lubricating  purposes.  It  is 
cheaper  than  the  best  Sperm,  because  it  answers  the 
same  purpose  and  is  more  durable,  thereby  making 
a  saving  of  from  40  to  50  per  cent.  The  best  ot 
tesii/nonials  establish  that  tact,  but  cannot  be  given 
in 'this  notice.  All  that  is  required  is  to  test  the 
matter,  and  if  it  will  not  answer  as  recommended, 
it  will  be  taken  back  and  money  returned. 
New  York,  Feb.  9,  1863.  2w 


Iron. 

C^^^4^  Tons  Fishkill  Charcoal  Iron  for  sale  on 
/mi%9%W  reasonable  terms,  also  from  1000to5000 
tons  Fishkill  Hematite  Ore — delivered  at  Pough- 
keepsie  or  New  York.    Samples  of  the  ore  may  be 
seen  at  the  store  of  Messrs.  Hoffman,  Bailey  &  Co., 
No.  62  Water  st.,  New  York.    Enquire  by  letter  to 
NORMAN  M.  FINLAY, 
Poughkeepsie,  Dutchess  county,  N.  Y. 
July  10,  185L 


Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON, 

OFFKBS  HIS  aSRVICKS  FOR  THE 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Chairs,  or 

any  kind  of  Machinery. 

REFERENCES : 
Messrs  Palmer,  McKillop,  Dent  &  Co.,  London. 

"        George  Peab-.dy  &  Co,  London. 

"        Curtis,  Bouve  &  Co,  Boston. 
Richard  Irvin,  Esq.,  New  York. 
Robert  Ralston,  Esq  ,  Philadelphia, 
C.  C.  Jamieson.  Esq.,  Baliiinore.  39 


To  Contiactors. 

SEALED  Proposals  will  be  received  at  the  office 
of  the  Maysville  and  Big  Sandy  Railroad  Com- 
pany, in  the  city  of  Maysville,  Kentucky,  until 
Saturday,  April  2nd,  1H43,  at  sundown,  for  Gradu- 
ation and  Masonry  of  Fifty-one  miles  of  the  road, 
between  Maysville  and  Springville,  (opposite  Ports- 
mouth, Ohio.)  Plans,  Profiles  and  Specifications 
will  be  ready  for  inspection  for  two  weeks  before 
the  day  of  letting. 

The  line  from  Springville  to  the  mouth  of  Big 
Sandy  river  will  be  put  under  contract  as  soon  as 
Ibis  company  receive  reliable  assurance  of  being 
met  at  thai  point  by  the  Virginia  Central  Railroad. 
By  order  of  the  Board  of  Directors, 
THOMAS  B.  STEVENSON,  President. 
CHAS.  B.  CHILDE,    Chief  Engineer. 
James  A.  Lee,  Secretary. 
January  20,  1853.  .,_     ,  ,,^,. 


Iron  for  Machinists. 

THE  SUBSCRIBERS, 

IMPORTERS  AND   DEALERS  IN 

IRON  AND  STEEL, 

HAVE  constantly  on  hand  a  good  assortment  of 
Iron  and  Steel,  expressly  adapted  to  the  use  of 

LOCOxMOTIVE  AND  CAR  BUILDERS, 

AND    MACHINISTS    GENERALLY. 
ELLIOTT  &  HOLDEN, 


Feb.  16,  18B3. 


90  Beekman  st ,  N.  T. 


IRON. 
Pierson  &  Co., 

24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCOMOTI VE  and  CAR  BUILD 
ERS,  and  RAILROAD  MACHINE  SHOPS  ;  also. 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
steel. 

Locomotive  Cranks,  Axles,  Ti'es  and  Tire  Bars,  of 
the  B.  O.  LOWMOOR,  and  other  approved  makes, 
imported  to  order  on  the  most  favorable  terms. 

February  14,  1853. 


Notice  to  Contractors. 

Alleghany  Valley  Railroad  Lettings. 

SEALED  Proposals  will  be  received  at  the  Com- 
pany's Office,  in  Fourth  street,  Pittsburg,  until 
the  22nd  day  of  February,  1853,  for  doing  the  Gra- 
ding, Masonry  and  Bridging  on  the  portion  of  said 
road,  between  Pittsburg  and  Kittaning,  Armstrong 
County,  a  distance  of  42  miles.  The  line  will  be 
divided  into  Sections  ot  about  obe  mile  in  length, 
and  bids  may  be  made  for  one  or  more  or  all  ol 
said  sections. 

Plans,  Profiles  and  Specifications  will  be  ready 
for  inspection  on  and  alter  the  filth  day  of  Februa- 
ry- 
Proposals  will  be  received  for  the  Grading,  Ma- 
sonry and  bridging,  and  also  ior  the  superstructure, 
and  finishing  said  42  miles,  complete,  (except  fur- 
nishing iron.) 

Bids  will  be  received  and  considered,  for  the  en- 
tire work,  (except  furnishing  iron,)  from  Pittsburg 
to  the  New  York  State  line. 

Satisfactory  references  will  be  required  from  bid- 
ders not  personally  known  to  the  Company. 

For  further  infoimation,  application  may  be 
made  personally,  or  by  letter,  to  Hon.  William  P. 
Johnston,  President  of  the  Company,  or  to  George 
R.  Eichbaum,  Esq.,  Associate  Engineer,  or  to  the 
subscriber 

W.  MILNOR  ROBERTS,  Chief  Engineer. 

By  order  of  the  Board  of  Managers. 

Office  of  the  Alleghany  Valley  Railroad  Compa- 
ny, Pittsburg,  December  20th.  1852. 


* 


To  Contractors. 


CLEVELAND  AND  MAHONING  RAI1.ROAD 
LETTING. 

SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  Company,  on  Superior  street, 
Cleveland,  until  the  first  day  of  March,  1853,  for 
the  Grading,  Masonry  and  Biidging  of  the  portion 
of  said  road  from  Cleveland  to  Warren,  a  distance 
of  53  miles. 

Plans,  Profiles,  and  Specifications,  may  be  seen 
at  the  Company's  Office,  in  Cleveland,  and  the  line 
will  be  ready  lor  inspection  by  Contractors,  2  days 
previous  to  the  letting. 

The  line  is  divided  into  sections  of  about  one 
mile  each,  and  bids  will  be  received  for  each  sec- 
lion  separately,  or  for  the  whole  line. 

Estimates  will  be  made  monthly,  and  the  pay- 
meqts  made  in  cash. 

Further  information  may  be  obtained  on  applica 
tioa  to  Jacob  Perkins,  Esq.,  President  ol  the  Com- 
pany, George  C.  Beckham,  Esq.,  resident  Engi- 
neer, Cleveland,  or  to  the  undersigned. 

The  remainder  of  the  line  from  Warren  will  be 
let  as  soon  as  the  location  can  be  completed. 

By  order  of  the  Board. 

EDWARD  WARNER,  Chief  Engineer. 


Blake  &  Parkin, 

MEADOW  STEEL  WORKS, 

SHEFFIELD, 

INVENTORS    OF  j 

CORE-ANNEALED  CAST  STEEL, 

A  most  Important  Improvement  \n  CAST  STEEL, 
orieinating  with  B  &  P  ,  for  SCBEvV  TAPS,  PIS- 
TON RODS,  ENGRAVERS  to  CALICO  PRINT- 
ERS, SILVER  and  GOLD  ROLLERS,  etc.,  etc., 
warianted  to  harden  by  ordinary  pt'ocess  without 
breaking,  beinp  sofi  in  the  centre  to  arty  required  dia- 
ameter,  and  hard  to  any  specified  depth  from  the  out- 
side. 

HARD  CENTRE  CAST  STEEL, 
Por  DIES,  LATHE  CENTRES,    [MINT    PUR- 
POSEIS,  etc.,  etr..,  warranted  to  hariden  the  Inside 
without  breaking,  (the  outside  remaining  soft ) 
HARD  AND  SOFT  SURFACE  CAST  STEEL, 
In  Bars  and  Sheets,  hard  on  one  or  bjoth  side*,  and 
soft  in  the  centre;  or  soft  on  one  or  ioth  sides,  and 
hard  in  the  centre,  and  adupted  for  a  trsriety  of  rmr- 
poses,  as  MACHINE  KiviVES.   SILILE  BARS 
PLOW  KNIVES,  PLANING KNIVfeS,  ROLLER 
BARS  for  Beating  Ei^ines  for  Paper  Makers,  etc. 

i::^'  This  peculiar  Steel  is  quite  SOLiD,  and  it  is 
quite  malleable,  and  draws  down  under  the  Hammer, 
still  retaining  the  difference  of  hardness,  When  hard- 
ened, the  hard  rart  is  left  very  hard,  while  the  soft  Is 
left  just  harder  than  common  iron.       ,  , 

THE  REPORT  OF  THE  JURY  OF  THE 

"EXHIBITION  OF  ALL  NATIONS" 
Class  21,  Page  486 1 
"  The  attention  of  the  Jury  was  par«cularly  called 
to  one  novelty  exhibited  by  Messrs.  BLAKE  &  PAR- 
KIN, of  SHEFFIELD,  cunsisung  of  the  union  of 
7Vo  qualities  of  Cast  Steel,  liard  ^nd  soft,  in  the  sotm 
article;  manufactured  with  much  skillj  they  have  no 
reason  to  doubt  that  the  process  is  peculiar  to  the 
Exhibitors."  i 


^AS 


A  PRIZE  MEDAL 

AWARDED   TO 

MESSRS.  BLAKE  &  PAjRKIN. 

N.  B.— T%e  Inventors  mark  all  their  Good*  mih 
their  CoapoRATE  Mabk — X.  L.  ENT. 

Also,  Cast  Steel,  German  and  Sprii^  SteeL  war 
ranted  Cast  Steel  FUes,  Saws,  etc.      ^       "^S  ww, 
February  9,  1863. 


IRON  SAFE  WARE&OrSE^ 
Silas  C.  Herring, 

Manufacturer  and  Sole  Proprietor  of 
HERRING'S    PATENT   FIRE    PROOF    SAFE, 

Which  received  the 
MEDAL 

it  the 

WORLD'S  FAIR, 

Also, 

Manulacturer  of 

HERRING'S 

(Wild<ir's  Patent) 

Single  ind  Double 

Salamaiider  SAFES. 

And  dealer  in 

all  kind  (if  Iron  Safes, 

Vault  Doors, 

Exprete   Boxes, 

.  UTD 

If  one  r 


Obests. 


Fulton  Car  Maunfabtory, 

CINCINNATI,  OHid 

GEORGE  KECK  would  rcspecifuliy  call  the  at- 
^  tention  of  Railroad  Companies  in  tfcie  West  and 
south  to  his  estiblishment  at  Cincinnati.  His  facil- 
ities for  manufacturine  are  extensive,  aiJd  the  means 
of  transportation  to  diflferent  points  spe^y  and  econ- 
omical. He  is  preoared  to  execute  to  oflder,  on  short 
notice,  Eight-wneeled  Passenger  Cars  of  the  most  su- 
perior description.  Open  and  Coveied  S'reignt  Cars, 
Four  or  Eight-wheel  Crank  and  Lever  Hand  Cars, 
irucks,  Wheels  and  Axles,  and  Railroad  Work  gen- 
erally. 
Cincinnati,  Ohio,  February  9,  1853. 


Fire  Bricks. 

SCOTCH  Patent— for  sale  in  lota  to  stilt  purchas- 
ers, by  G.  O.  ROBERTSON, 
135  Water  street,  corner  of  Pine, 
November  19|  1862.  N«w  York. 
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RAILROAD  CONTRACTS. 

THE  MOBILE  AND  OHIO   RAILROAD  CO. 

HEREBY    OFFER    FOE    CONTRACT    THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OF  67  miles  more  of  their  road  in  North  Missis- 
sippi, extending  from  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  State  Line,  and 
passing  through  Itawamba  and  Tishamingo  Coun- 
ties. 

Mso,  118J  miles  more  of  said  road  in  the  western 
District  ol  Tennessee,  and   passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and,  Obion 
Counties.  '* 

The  Line  will  be  ready  for  inspection  in  Ten- 
nesxe  on  and  after  the  1st  of  March,  and  in  Missis- 
sippi on  and  alter  '25ih  of  March  next. 

Flans,  profiles  and  specificaiions  will  be  exhibit- 
ed, prof>osals  received  under  seal,  and  contracts 
made  ai  the  following  times  and  places,  to  wit: 

.March  10th  to  19th  incliisiv«,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  "Xih  to  30th,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and  McNai- 
ry  counties. 
A')ril5ih  to   5th,  inclusive,  at  Carrolville,  Tisha- 

' ,        niingo  connty,  Miss.,  for  line  through   Ita- 
wamba and  Tishamingo  counties. 

Profile/^  can  be  seen,  and  other  inlormi^ioa  ob- 
tained as/ollows: — After  1st  of  March  : 

At  Trenton,  of  Doct.  Hess,  Agent.         ^  I 

At  Jackson,  i">'  Mr.  Stevens,  Engineer. 
And  after  25lh  M'arch,  | 

At  Carrolville,  of  the  Resident  Engineer. 

Some  portions  of  the  l85i  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  Irom  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
,be  had  to  all  points  ot  the  work,  by  an  average  land 
aravel  of  12  to  40  miles.  Within  a  short  Jime  af- 
ter this  letting,  a9  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  J  00  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  ta  the 
twork,  Obeon,  described  as  most  .advantageous  for 
tkeir  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
via'ioDs  and  animals,  and  a  very  temperate  and  sa- 

lubru^n*  climate.  r 

I  JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 
New  York.  January  28,  185:{. 


The  American  Railroad  Chair 
Manufaciiiringr  Co. 

IN  POUGHKKia»Slfc:,  N.  Y., 


PATENT 

Locomotiye    Steam   Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 


THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  pinces,  thereby 
saving  a  great  exT)ense.  We  refer  to  Nasli  u  i  &,  Lowell, 

Fall  River.  Vt.  Vallev,  Vt.  and  Mass ,   Old  Colony,  i    -    — ,       ..,;:„  rt.  jj  .     tt       •       u 

•New  York  and  New  Haven,  ProYlden<.e,  Hartford  HopkinsviUe,  to  Trenton,  Todd  county,  Ky.,  m  all 
and  Fishkillj  Western,  Mass.,  New  Yoik  and  Erie,  about  eighty-three  miles.    The  bids  may  be  made 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wbodght  Irow  Chair,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  oi  the 
chair  being  set,  by  means  of  a  sledge  or  hammer, 
close  and  nrmly  to  the  flanse  of  the  rail. 

The  less  thickness  of  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  Iron  Chairs. 

Our  Chairs  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chair«  are  in  use  on  the  following  Roads,  viz : 

Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buffalo  and  Rochester,      Tioga,  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 

January  1, 1853. 


HENDERSON  AND  NASHVILLE  R.  R. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  and  Nashville  Railroad  Company, 
at  Henderson,  Ey.,  will  be  received  and  are  invit- 
ed until  the  ist  day  of  April,  1853,  for  the  construc- 
tion of  that  part  of  said  road  tunning  from  the  town 
ol   Henderson,  by  the  wa^  ot   Madisonville  and 


Boston  and  Worcester,  Connecticut  Pivt  r.  Worcester 
and  Providence,  Champlain  and  St.  L  i^vrence,  Bos- 
ton and  Maine  and  Hudson  River  Railruade,  who  have 
the  Machines  iu  use.                          For  ■wde  by 
BRIDGES  A  BROTHER,  Agts., 
64  Courtland  St.  >\'ew  YOrk. 
January  20,  1853. 

Orders  Forwarded  for  Rail- 
Road  Iron,  etc. 

THE  undersigned  will  receive  and  forward  orders 
for  the  purchase  of  Railroad  Iron,  and  Metals 
§enerally.  ihrough  the  medium  of  his  friends  in  Lon- 
on                                        JOHN  H.  HICKS, 
Jan.  27,  1851.  90  Beaver  St. 

3,000  Tons  Railroad  Iron. 

THE  undersigned  is  prepared  to  contract  on  behalf 
of  the  manufacturers  in  England,  for  the  above 
quantity  of  T  Rails,  to  be  delivered  at  a  port  in  Wales. 
For  terms,  apply  to  JOHN  H.  HICKS, 

Jan.  27, 1863.  90  Beaver  st. 


•1 


out  on  eitht-r  or  any  of  the  following  basis — 

1.  For  the  grubbing  and  grading,  including  the 
ditching,  draining,  cuts,  fills,  culverts,  bridges 
and  turnouts  complete,  ready  for  the  wooden 
superstructure,  of  any  one  or  tuore  sections  of  the 
Road. 

2.  The  same  with  the  addition  of  the  wooden  su- 
perstructure ready  lor  the  iron  rails. 

3.  The  same  with  the  iron  rails,  chairs,  etc.,  ready 
for  the  rolling  stock,  including  broken  stone  or 
uravel  ballasting. 

4.  The  sariie  wUb  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Oar-hop*es,  offices,  etc.,  com- 
plete for  use,  or 

5.  Bids  will  be  received  as  above  for  the  construc- 
tion of  the  entire  Road,  on  the  following  basis— 
viz: 

1.  For  the  grabbing  and  grading,  including  ditch- 
ing, draining,  cuts,  fills,  culverts,  bridges  and 
turnouts  complete,  ready  for  the  wooden  luper- 
structore,  / 


*r 


/ 


2.  The  same  with  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chaiis  and  broken 
stone  or  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  full  equipments  of  rolling 
stocks,  depots,  wood  and  water  stations,  Engine 
and  Car  houses  and  shops,  offices,  etc.,  complete, 
and  the  whole  road  and  its  equipments  perlect 
and  ready  lor  use. 

Complete  drafts,  maps  and  profiles  of  the  Road 
Irom  Henderson,  via:  Madisonville  and  Hopkins, 
ville  to  Trenton,  together  with  plans,  estimates  and 
specifications  of  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  part  of  it  at 
the  Henderson  and  Nashville  Railroad  Office,  in 
Henderson,  Ky.,on  and  after  the  1st  day  of  March, 
1853.  Bidders  will  please  give  their  Post  Office  ad- 
dress in  their  proposals. 

By  a  compact  between  the  Henderson  and  Nash- 
ville Railroad  Co.,  and  the  Ekigefield  and  Kentucky 
Railroad  Co.,  their  roads  are  to  be  united  at  the 
Tennessee  and  Kentucky  State  line,  and  then  form 
a  continuous  line  of  Railroad  from  Henderson  on 
the  Ohio,  to  Edgefield,  on  the  Cumberland  river 
immediately  opposite  to  Nashville,  a  distance  of 
only  about  oiie  hundred  anil  forty  miles.  When  it 
is  considered  that  at  Nashville,  through  the  Nash- 
ville and  Chatanooga  Railroad,  this  road  connects 
with  the  whole  system  of  Railroads  and  rivers 
leading  to  Charleston,  Savannah,  and  tne  South 
Atlantic  seaboard,  and  from  thence  by  a  Southern 
route  of  Railroads  to  all  the  Ea^^tern  and  Northern 
cities,  and  that  at  Evansville,  Indiana,  only  ten 
miles  of  perpetual  navigation  on  the  Ohio  riverdis- 
tant  from  Henderson,  it  connects  with  the  systems 
of  Canals,  Railroads  and  Rivers  which  penetrate 
?nd  drain  the  valleys  of  the  Mississippi  and  the 
Lakes,  and  extend  by  a  Northern  route  to  the  East- 
ern and  North-eastern  cities,  it  cannot  be  doubted 
that  this  is  a  most  important  road.  But  if  it  betak- 
en into  the  account  that  it  presents  much  the  short- 
est, and  owing  to  the  remarkably  lavorable  profile 
of  the  country,  for  the  cheapest  route  for  a  railroad 
designed  to  connect  these  Northern  and  Southern 
Systems,  that  it  penetrates  the  richest  beds  both  of 
bituminous  coal  and  iron  ore  heretofore  valueless 
because  land-locked— that  it  passes  through  an  a- 
gricultural  region  of  great  fertility  and  remarkable 
beauty,  and  opens  in  the  South  Atlantic  States  by 
the  shortest,  speediest,  cheapest  and  best  route,  a 
market  comparatively  new,  for  the  teeming  pro- 
ducts, especially  provisions  of  the  valley  of  the 
Mississippi  and  the  Lakes,  its  value  and  import- 
ance cannot  be  over-estimated — that  it  will  pay  and 
pay  richly,  both  in  dividends  to  the  stockholders 
and  in  indirect  profits  to  those  whose  residence 
gives  them  an  interest  in  the  means  of  transpwta- 
tion  and  travel  which  it  will  afford  cannot  be  doabt« 
ed. 

Any  further  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  time  be  cheer- 
fully given. 

By  order  of  the  Board  of  Directors  of  the  H.  &  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
Henderson  and  Nashville  R.  R.  Co. 

Wllkinson^s 
EXPLOSIVE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

64  COURTLAND  ST.,  N.  Y.  ^ 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  to  those  used  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them 
at  any  speed,  will  cause  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  same  cause,  there 
will  be  a  bright  flash,  which  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

Thi*  \ciUbt  found  to  be  one  more  preventive  of  col- 
iision.  It  Is  often  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  be  warned  of  its  danger  by  a  flag 
or  lantern,  and  in  such  instances  tney  are  Invaluable. 

They  are  imperv'ous  to  water,  and  will  keep  their 
explosive  property  any  number  of  years  They  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them,  ,    ,  _    . 

January  20, 1853.  |  x      -i  .^' :^^^i, 
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A.  N.  ORAY,  Cleveland,  O., 

TjECElVER  AND  FORWARDER  of  Railroad 
\X  Iron,  Chairs  and  Spikes. 

Also  Cars,  LocomotiveB,  and  all  kinds  of  Machi- 
nery for  Railroad  purposes. 

Office  next  door  to  the  Custom  House,  Main  st. 

January  12,  1863. 


R.  Groves  &  Sons, 

SHEFFIELD,  ENGLAPsD, 
MANUFACTURERS  OF 

WARRANTED  Cast  Steel  of  superior  quality  for 
Tools,  Machinery  and  Engineering  purposes. 
Single  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description  ;  also,  Cast  Steel 
Files  of  high  reputation,  specially  adapted  for  the  use 
of  Machinists,  and  Saws  and  Edge  Tools  of  all  kinds. 


Corporate  mark 


USE 


.  .  CHAS.  CO^GREVE,  Agent, 

68  Maidenlane,  New  York. 

Stocks  of  the  above  goods  constantly  on  hand. 
January  12,  1853. 

SISCOE    BLAST    FURNACE 
For   Sale. 

THIS  FURNACE,  situated  in  Westport,  Essex 
Co.,  N.  Y.,  on  Lake  Champlain,  is  capable  of 
producing  3000  tons  Pig  Iron  per  annum.  It  is 
blown  by  a  powerful  steam  engine,  and  another  en- 
gine raises  the  stock,  etc.,  etc.  There  are  eight 
Kilns,  which  can  make  500,000  bushels  Charcoal 
per  annum,  connecting  by  Railroad  with  the  Fur- 
nace, and  nearly  an  acre  of  sheds  for  seasoning 
wood.  One  large  Brick  Mansion  House,  with  ex- 
cellent Farm,  one  Brick  Cottage,  seventeen  Houses 
for  workmen,  commodious  Blacksmiths'  and  Car- 
penters' Shops,  etc.,  etc.,  and  about  1500  Acres  ot 
Land.  The  Furnace  is  situated  on  a  large  and 
convenient  Dock ;  Wood  for  making  Charcoal  can 
be  obtained  cheaply  in  the  neighborhood,  and  An- 
thracite coal  Irom  Rondoutcan  be  delivered  at  low 
rates.  By  the  proposed  Ship  Canal  from  Lake 
Champlain  to  River  St.  Lawrence,  coal  could  also 
be  brought  with  great  lacility  from  Erie.  The  rich 
Magnetic  Ore  of  Elssex  County,  particularly  that 
from  the  famous  Port  Henry  Bed,  can  always  be 
procured  cheaply  and  in  great  abundance.  The 
property  will  be  sold  on  reasonable  terms.  Inquire 
of  Messrs  J.  &  L.  TUCKERMAN,  69  West  street, 
New  York,  or  of  F.  H.  JACKSON,  No.  5  Liberty 
Square,  Boston.  Im2 

LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
and  24  Broadway,  New  York,  Sole  Agent  in 
the  United  States  and  Caaadas  for  the  Lowmoor 
Iron  Co.,  is  prepared  to  receive  orders  for  this  justly 
celebrated  Iron,  and  offers  for  sale  an  assortment  of 
the  Round  sizes  which  he  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
without  a  rival. 


Superior  Cast  Iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  OAST  IRON  PIPES  required  by  GasB  or 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  on  reu8on=ible  terms.  These 
Pipes  are  cast  on  the  most  approved  principle  by  the 
best  Founders  in  Scotlam'.  irom  a  supRrior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
be  obtained  on  application  ;o  the  Agent  in  New  York. 
WILLIAM  HOY,  Junr., 
■    "     ''  31  Renheld  8t.j  Glasgow. 

".":••.       .:      Scotland. 
J.  H.  EADIE,  Agent,' 

26  Front  st ,  New  York  ly50 


.  Railroad  Iron.  - 

OAAA  TONS  Railroad  Ir;n,  weighing  about  59 
/CyAjyj  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 
"  Crawshay"  manufa-'.ture,  now  on  the  way  from  the 
shipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,  SANPORD  &  CO., 

No.  51  New  street. 
December  4,  1862.     ■  :"-..:.; 


SIMEON  DRAPER,  No.  46  Pine-st.,  offers  for 
sale,  a  variety  of  RAILROAD  BONDS  and 
STOCKS,  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are — 

1st  Mortgage  Convertible  Bonds  ; 

Payable  in 
7perct. — Buffalo,    Corning  and 

New  York  R.R... New  York,  1867 
7perct.— Western  Vermont  R.R.        "       1861-71 

7  per  ct.— Tioga  R.R "  1872 

Sperct.— Peoria  and  Oquawka..         "  1863 

6  per  ct.— Maysyille  and  Leiing- 

tou "  1870 

6  per  ct.— Dauphin  and  Susque- 

hanna Coal  Co. ....        "  1877 

1st  Mortgage  Bonds: 

7  per  ct.— Corning  &  Blossburg.        *•  1873 
7perct. — Buffalo  and  New  York 

City "  1866 

7  per  ct.— Mansfield  &  Sandusky        "  1860 

7  per  ct. — Toledo,  Norwalk  and 

Cleveland "  1861 

7  per  ct.— Vermont  Valley "  1861 

7  per  ct.— New  Jersey  Central . .        "      1860-70 
7  per  ct. — Brunswick  Canal  Co.        "  1857 
7  per  ct.— Troy  and  Bennington. Troy,  N.Y,  1862 
Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 
7  per  ct. — Saratoga  &  Washing- 
ton R.R.  bonds New  York,  1862 

7  per  ct. — Troy  and  Boston "  1864 

7  per  ct. — Muscogee  Railroad. . .Savannah,  1862 
7  per  ct. — Huron  and  Oxford..  .New  York,  1862 
10  per  ct. — Mansfield  and  Sandus- 
ky R.R.  Co "      1855-57 

7  per  ct. — Township  01  Portland, 

.     Ohio "  1862 

7  per  ct.— City  of  Dayton,  Ohio,  >. 

guaranteed   by  Mad 

River  R.R "  1861 

10  per  ct. — City  of  Keokuk,  Iowa.     Keokuk,   1863 
7  per  ct. — Town  of  Huron,  Erie 

county,  Ohio Huron,    1861 

7per  ct. — Town  oi  iSewark,  O.  ..New  York,  IbtiO 
10  per  ct. — City  of  Milwaukee. . .         "  1857 

7  per  ct.— State  o(  California...        "      1862-72 
7  per  ct. — Mortga.;'' biiids  of  the 
A<!.tiitx    Steamship 

Co "  1855 

12  per  ct.— Imf  rovemf  nt  Scrip  U" 
the  State  of  Wi>c<n;- 
sin  for  improvement 

of  Fox  River "  1862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  and  one  half  surplus  profits 
of  this  and  Rutland  and  Wash.  R.  R. 

Rutland  and  Whitehall  Stock,  with  guarantee  ol 
7  per  cent,  dividend  by  Saratoga  and  Washington 
Railroad. 

Stock  in  the  Western  Vermont  R.  R.  Co, 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Chemung  R.  R.  Co. 
Stock  in  the  Southern  Bank  ot  Kentucky. 
Stock  in  the  New  York  and  Vi^inia  Mail 

Steamship  Company,  paying  20  per  cent. 

dividends. 


P^ase  &  Muitphy, 
FULTON    IRON     WORKS, 

IpOOT  of  Cherry  st.,  E.  R.    Office,   27  Corleare. 
corner  of  Cherry  st.     Manufacturers  of  Lana 
and  Marine  Engines. 
N.  B.— Engibes  and  Boilers  repaired.  6tf 

Toledo,  ;Norwaltrand  Cleve^ 
l^nd  Railroad. 

OPEN  througlh,  completing  the  ia)st  hnk  in  the  chain 
of  Railroaob  between  New  Yoik  and  Busion  and 
Chicago.  I  1 

On  anid  after  Monday,  Jsliaary  24, 
1953,  Passenger  Train»  Iwill  run 


:fi| 


daily  (Sundays  Excepted)  as  foUowto ; 
Leave  Toleiio  at  7  A.  M. 
Leave  Clevfeland  at  130  P.  M. 
Connecting  with  Clevelan  J,  Colniibus  andCincln. 
nati  Railroad  at  Grafton,  with  Sandusky  and  Mans- 
field Railroad  at  Monroeville,  Mad  River  and  Lake 
Erie  Road  at  Be  ilevue,  and  with  Mchi£an  Sonthern 
Road  at  Toledo.  -j    "• 

Early  in  February  two  Jrainswilj  berua,  connect- 
ing directly  with  trains  from  W  est  iat  Toledo,  and  at 
Cleveland  with  i  hose  from  East,     i 

^^      „  E.  B.  PHltLIPS,  Sup't. 

Office  T.,  N.  A  C.  R.  R.,  *  ; 

Norwalk,  O.,^.  22,  1853.  (  | 

Brass  TuWs  for  LJoebmotire  & 
Marine  Boilers. 

THE  undersigtitd,  having  been  appointed  agent  for 
the  highly  Respectable  manufacturers,  n^essrs. 
Allen,  Everett  Sl  jSon,  ot  Birmingham,  is  prepared  to 
take  orders  for  B^ass  Tubes  of  aJl  diameters  for  Ma- 
rine and  Locomotive  Engines,  which  will  be  supplied 
on  the  most  favorable  terms,  and  from  the  estaUished. 
reputation  of  the  above  Firm  lor  superior  quality  and 
workmanship,  heihas  no  doubt  entire)  satlsiaction  will 
be  given.  These  Tubes  are  found  to  ^nswer  well,  and 
are  now  in  most  ^general  use  in  England,  ihey  last 
much  longer  thani  iron,  and  when  wforn  out,  realize 
fully  half  the  amohnt  lor  old  metal.  UPof  further  par- 
ticulars and  inspection  of  patterns,  please  apply  to 
I  JOHN  JH.  HICKS, 

Jan.  27, 1863.    |  TSO  Beaver  8». 


To  Railroad  Co^s,  Locomotive 
Builders  and  JCng^ineers. 

THE  imdersigned  having  taken  the  Ager.cy  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  by  those  interest&d .  They  have  been  exten- 
«vely  used  on  Kailroads,  Steamers  and  Stationary 
Boilers,  where,  from  their  accuracy,  simplicity,  and 
hon-Uability  to  derangement,  they  have  given  pen'ect 
satisfaction.  In  fact,  for  Locomoiives,  they  are  the 
anly  reUaMt  Gauge  yet  introduced. 

:;  CHAS.  W,  COPELAND, 

Consulting  Engineer,  64  Broadway. 
Aug.  28,  1951     -Sm* 


A.  Wbitney  &.  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  ChiUed  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  furnish  Wheels 
fitted  complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  31tf 


The  Cold  {Spring  Iron  Works, 

INCORPORATED  IN  1848.    \ 

TN  the  Town  of  <>tiB,  County  Berkshire,  MaMiehtt- 
setts,  manufactures  CAR  AXLES,  and  all  kinds 
of  WROUGHT  I  HON  used  in  the  imanufacture  of 
LOCOMOTIVES' and  CARS  ;  also,  BAR  IRON  of 
all  descriptions.  Particular  attention  is  paid  t«  the 
manufacture  of  CAR  AXLES,  and  the  Works  beinii 
situated  in  a  region  of  WOOD  and  CHARCOAU 
with  which  their  Atles  are  exclusively  tnade,  the  Ccm- 
pany  feel  confident  they  can  furnish  an  article  e»j»al 
if  not  superior,  in  quality  and  finish  tu  any  in  the 
l?^^^S.*A  "^^y  ^'i'^"  t^'e  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS.  anSpru- 
mise  they  shall  be  j)romptly  attended  to  :  e.nd  execut- 
ed on  terms  as  advantageous  as  can  behp.d  elsewhere 
Thev  refer  to^    , 

John  Kinsman,  Eiq.,  Superintendent  Eastern  Rail- 
road, Salem.  Ma$s. 

^  m  ^'^i''"'  ^^•'  ^"'  B"'Wer,  Norwich,  Coan. 
K  1.  Osborn,  Esq.,  Superintendent  of  the  Mad  Rl>. 

er  and  Lake  Erie  Railroad,  Sanduskv  Citv  Otik-, 
W.  W.  Wetherell,  Oar  Builder  *""     u^  ^-"y.  OMr,. 
Address  HENRY  kELLlJs,  A«ent„ 

Boston,  Man. 
or,  GEO.  W.  PRESCOtT,  Sup't. 

J_  Otis,  Mase. 

November,  12,  18B2.  ly 


ise. 


£tna  Safety  Fn^ 

THIS  superior  article  for  igniting  the  charge  in  wet 
or  dry  blasting,  made  with  DU PONT' S  best  pow- 
der, is  kept  for  sale  at  the  office  and  depot  ol 

REYNOLDS  &  BROTHER, 

ll^iii'o-e  JManHfactuTera,,^i 
No.  85  Liberty  St.  ^ 
NEW  YORK.  I 

And  in  the  principal  titles  and  towns  in  the  U.  States 
jBlThe  Premium   of  the  AMERICAN  INS-ti- 


The 
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CARHART'S    IMPROVED    TURNTABLE. 
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rr^HIS  TURNTABLE,  together  with  ao  Engine 
J.    and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companie.s 
which  have  not  tried  its  merit*.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  o=e,  was  former- 
ly $1,300  apiece;  this  included  all  the  iforkman- 
ship  and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tiacks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ot  stone  at  some  points,  the  sut>>criber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  ot  any  to 
confer  with  the  subscriber  for  further  particulars, 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Eisq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Purguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 
I  A.  J.  Conover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  repre.sents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  ol  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  trame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  lim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  not  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
I      Cleveland,  Ohio. 

February  14,  1853. 


LOW  MOOR  AXLES, 

ASUPERICR  Article  tor  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LAN 6,  9  Z.'iberty  Square,  Boston,  and  24  Broadway, 
New  York. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchasing  Rich- 
ardson's Patent  Oil  Cupe.  or  therlgtit  to  use  the  same, 
except  of  the  undarsigned,  Proprietor  of  the  Patent. 
or  of  some  one  acting  under  his  authority.  Commu- 
nications  addressed  to  him  at  Westminster,  Vt.,  will 


be  pr>>mptl 
Oct.  2, 1 


attended  to. 


ly  atti 
.862.. 


B.  DbWOLF,  Jr. 


To  Kngineers,  Architects  and 
Drau^btsmen. 

THE  undersigned  begs  respectfully  to  inform  Oen- 
tlcraen  in  the  above  profession*,  that  he  has  con- 
ftan'ly  on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb.  9  1863.  3 15  Broadway,  N.  Y. 


Railroad  Iron. 

9rV¥^  TONS,  weighing  aSout  56  lbs.  per  yard, 
A\J\J\J  now  on  the  way  from  Great  Britain  to 
New  Orleans,  for  sale  by 

P.  CHOUTEAU,  Jr.,  SANFORD  &  CO., 

No.  61  New  sueet 
December  4, 1862. 


Wm.  Swinlbnrne, 

LOCOMOTIVE  ENGINE  BUILDER,  Paterson, 
N.  J.,  ia  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also,  Tenaers,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improTementti,  etc.  6tf 

Krupp^s   Pmssian 
CAST    STJI2EL    AXLES. 

THE.^vE  Axles  have  never  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be- 
fore their  use  becomes  universal? 

THOS.  PROSSER  Sl  SOW, 
Sole  Agents,  28  Piatt  sL,  New  York. 
New  York.  Feb.  f,  1863. 
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'       STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 


HENRY  V.  POOR,  Editor. 
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-*  "The  Crystal  Palace.'* 

i:  The  great  exhibition  which  is  usually  spoken  of 
under  the  above  title,  and  which  is  to  be  opened 
early  the  coming  season,  is  exciting  some  attention, 
more  without  the  city,  we  think,  than  within ;  and 
the  probable  success  of,  and  the  results  that  are  to 
follow  this  scheme,  are  looked  forward  to  with 
much  interest.  That  it  will  accomplish  much 
good  we  have  no  doubt,  but  little,  however,  com- 
pared with  what  might  be  effected;  while  at  the 
same  time,  we  presume  it  will  be  productive  of 
much  injustice,  and  no  little  dissatisfaction  to  par- 
lies furnishing  articles  for  exhibition,  and  to  the 
public.  The  whole  affair  will  have  a  New  York 
character ;  that  is  to  say,  everything  will  be  made 
subservient  to  money  making.  This  is  to  be  ex- 
pected. Its  patrons  and  geiters  up  are  men  distin- 
guished more  for  their  devotions  to  the  shrine  of 
mammon,  than  the  muses ;  excellent  men,  and  good 
representatives  of  New  York  merchants,  but  who 
are  not  wont  to  engage  in  enterprises  that  have 
noim^mey  in  them.  A  pretty  penny  has  been  se- 
cured already,  by  a  judicious  representation  of  the 
immense  expected  profits  of  the  exhibition,  the  stock 
has  been  carried  some  sixty  per  cent,  above  its 
par  value;  so  that  a  person  who  a  few  months  ago 
aabscribed  910,000,  only  a  portion  ef  which,  we 


presume,  has  yet  been  paid  in,  has  already  cleared 
S6,000  !  This  fact  shows  the  object  of  the  schemt-, 
and  we  presume  that  all  other  considerations  will 
yield  to  tkis. 

As  far  as  these  objects  are  concerned,  any  advice 
from  us,  showing  how  the  gains  might  be  increas- 
ed, would  be  superfluous.  The  managers  sufiici- 
ently  well  understand  this  business,  it  strikes  us 
as  exceedingly  unfortunate  that  ihcy  should  have 
taken  this  turn.  We  hold  that  art  is  higher  than 
money,  and  that  to  attempt  to  make  muney  out  ul 
this  exhibition,  is  to  prostitute  it,  to  ignoble  ends.— 
The  directors  should  have  adopted,  and  inflexibl} 
adhered  to,  the  purpose  of  taxing  the  contributois 
and  the  public  only  to  that  extent  as  would  havi^ 
paid  expenses;  and  should  anything  have  beeii 
left  after  they  were  defrayed,  we  contend  that  it 
should  be  set  apart  as  a  fund  to  reward  meritorious 
contributors,  or  to  alleviate  such  cases  of  hardshi;< 
as  are  always  numerous  on  such  occasions.  l(  aal 
makes  anything,  art  should  profit  by  it,  not  persons 
already  sufficiently  well  off,  and  whose  patronage 
may  be  based  more  upon  what  art  will  bring,  than 
what  it  is. 

Now  we  protest  against  all  such  things.  If,  for 
example,  the  artists  and  mechanics  of  Massachu- 
setts send  specimens  of  their  work  to  this  city,  we 
contend  that  they  should  be  allowed  to  do  this,  and 
that  the  public  should  be  allowed  to  visit  such 
works,  at  cost.  To  atten.pt  to  convert  this  into  a 
money  making  affair,  clearly  proves  to  our  mind  a 
total  want  of  appreciation  ot  the  ends  and  objects 
of  true  art. 

The  directors  ol  the  exhibition  having  set  the  ex- 
ample, others  will  not  be  slow  to  imitate  it.  The 
exhibition  and  everything  connected  with  it,  will 
be  looked  upon  as  a  fair  game  for  plunder.  '  We 
understand  that  a  party  have  obtained  permission  to 
take  copies  of  the  interior  of  the  "  Palace,"  U{k>u 
the  eve  of  its  opening,  for  general  exhibition,  and 
are  preparing  !oturn  their  privilege  to  the  following 
account.  Having  obtained  this  right,  they  say  t» 
A.  B.,  "  hand  over  to  us  S500  or  so,  and  your  con 
tributions  shali  be  properly  represented  upon  tbt 
Panorama  that  we  are  geiting  up,"  A.  B.  has  an 
article  which  he  wishes  to  advertise,  and  he  handb 
over  the  a>500.  B  C.  on  the  contrary,  is  contuma 
cious,  and  his  contributions,  however  well  they 
may  show  in  the  "  Palace,"  will  be  sure  to  make 
a  sorry  appeatftjo^  on  canvass.    This  is  the  way 


things  will  be  done.  New  York  vtill  tax  her  ingen- 
uity to  wring  lhe  utmost  penny  put  of  the  exhibt* 
tion,  and  our  [eopie  are  not  nonces  in  such  busi- 
ness. -  I 

We  think  il  unfortunate  tbatlthe  objecu  of  the 
exhibition  sho  ild  have  taken  s<ich  a  turn.  We 
think  too,  tha'  its  managers  hkve  committed  a 
great  error  in  not  associating  with  them,  some 
gentlemen  favorably  known  to  ,t|he  country  as  ar- 
tists, inventors  and  mechanics.  I  Such  a  course 
would  have  se<:ured  the  confidence  of  the  public, 
not  only  in  the  support  and  c< ^operation' of  the 
above  classes,  I  ut  that  the  rights  ^f  the  contributors 
would  also  be  properly  guarded.  But  as  it  is, 
the  whole  affai '  has  a  commercial  aspect,  which 
of  course  cann>t  fail  to  inspire,  M  it  has  already 
in  many  quarte  rs,  a  great  degree  df  distrust.  Evea 
among  the  prii  cipal  engineers  and  architects  we 
discover  no  American  names.  Woat  is  the  reason  T 
Have  we  nu  hbme  bred  persons  capable  of  fiUing 
these  places  7 

Notwithstanaing  all  these  objiictions,  we  think 
the  exhibition  will  effect  much  g<>od.  It  will  un- 
doubtedly colledt  samples  of  the  b«st  work  in  every 
department  of  ^dustry  throughoat  the  country. — 
To  accomplish!  this,  and  to  place  {the  whole  before 
the  public  at  onb  time  and  at  a  conajparati  vely  slight 
cost,  will  effect  p  great  deal  of  go4a.  The  getting 
up  of  the  exhibition  is  likely  to  be  i^job  throughout. 
The  exhibition  its.>lf  will  be  a  vastjadvertisiug  con- 
cern. £mulati(^n  and  rivalry  wil}  undoubtedly  se- 
cure a  good  diiplay  of  contributions,  but  a  long 
purse,  friends  ao  Court,  and  a  coiifortable  degree 
of  modest  assurince,  will  be  likely  to  exert  a  much 
greater  infiuencje  in  adjusting  this  claims  otf  coo- 
tributors  than!  merit,  and  we,  advise  parties 
proposing  to  futnish  articles,  to  see  that  their  pre- 
tensions are  well  backed  by  al!  the  i:onditions  above 
stated ;  otherwise  they  will  probably  get  their  labor 
lor  their  pains. 

Since  the  aboire  was  written  we  understand  that 
the  company  ha|  increased  its  capital  stock  to  S3,. 
000.000.  This  ii  doios  the  thing  \j^6rotcn.  Three 
luillious  of  dollars  !  By  whom,  a|id  for  what  ub- 
jecu,  is  this  vaat  sum  to  be  paid  1  A  pretty  stiff 
tax  upon  art  wei  should  think.  BMt  S3  000,000  is 
not  all.  To  this  sum  is  to  be  added  the  prufiu, 
<vhich  are  probably  estimated  at  ^3  000,000  more. 
This  is  patronizing  the^n^  arts  wijth  a  vengeance. 
One  of  the  favorite  modes  of  mald^  money  im  N. 
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Y.  is  to  start  some  projeci  no  mauer  Wbat,  and  is- 
sue a  quantity  of  stock,  the  price  of  which,  by  puff- 
ing and  blowing,  is  carried  to  a  high  figure.  When 
this  is  effected,  the  company  very  quietly  make 
further  issues  of  slock,  which  is  partitioned  out 
among  its  original  members.  If  the  bait  i^es  well, 
this  new  stock  is  not  only  cash,  but  is  often  cash  at 
a  high  price,  while  it  cost  only  the  paper  that  it  is 
written  upon.  Whether  the  new  issue  by  the 
"Crystal  Palace"  has  this  object  in  view,  we 
leave  it  for  our  readers  to  judge. 


Buffal*  And  Rochestar  Railroad. 

Return  of  the  Buffalo  avd  Rochester  Railroad  to  the 
Legislature. 

Capital  stock  as  hy  cliartei $1,8-25,000 

Amount  of  stock  subscribed 1,825  DUO 

Amount  paid  in  by  last  report }^825,000 

Total  amount  now  paid  in  oi  capital 

stock ...* 1^-22,000 

Funded  debt  as  by  last  report 169,903 

Total  amount  now  of  funded  debt 184  903 

Floating  debt,  as  per  last  report 

The  amount  now  of  fioaiing  debt 150,000 

Total  amount  now,  of  funded  and  float- 
ing debt 334,903 

Average  rate  per  annum  ot  interest  on 

faarted  debt 6\  perct. 

COST  OF    SLOAD   AND  £aaiPM£NT. 

[  As  per  last    To  present 

report 

For  graduation  and  ma- 
sonry     $38S,440 

Bridges 52,938 

Superstructure,  including 

iron 1,101,445 

Passenger  and  Ireigbt  sta- 
tions, buildings  and  fix- 
tures  

Engine  and  car  houses, 
machine  shops,  machi- 
nery and  fixtures 

Land,  land  damages  and 
fences 423,138 

Locomotives  and  fixtures, 
and  snow  plows 

Passenger  and  baggage 
cars 

Freight  and  other  cars. . . 

Engineering  and  agencies 


time. 


46,637 


19.004 


145,407 

74,544 
57,350 
25,415 


S593,326 
61,141 

1.201,106 


52,822 

34,T23 

443,140 

160,773 

^  84,084 

S73,350 

^2,544 


WoTE. —  iweniw-ihree  miies  of  the  old  track  ol 
this  company,  and  whose  cost  is  included  in  the  a- 
bove  aggregate ol  $2,737014  29,  has  been  sold  and 
transferred  to  the  Buffalo  and  New  York  Citv  rail- 
road company  for  $332,(00,  ot  which  $3,0d0  has 
been  paid,  and  tor  the  balance  have  given  their 
bonds  to  the  company. 

Rate  ot  speed  of  same  when  in  motion. .  32 

Average  rate  of  speed  adopted  by  express 

trains,  including  stops , 27i 

Rate  ol  speed  of  same,  when  in  motion . .  30 

Average  rate  of  speed  adopted  by  freight 

trains,  including  stopsi 13| 

Rate  of  speed  ot  same,  when  in  motion. .  16 

Average    weight    in   tons   of  passenger 

trains,   exclusive   of   passengers   and 

baggage 

Average  weight  in  tons  of  freight  trains, 

exclusive  of  freight 

The  amount  of  freight  in  tons : 

The  product  of  the  forest 7,975 

of  animals 25,291 

Vegetable  food 17  000 

Other  agricultural  products 3,275 

Manufactures 4,849 

Merchandise 18,185 

Other  articles 4,789 

EXPENSES  OP    MAINTJIININO  ROAD. 

ALLOTTED  TO. 


64 
20 


Pass,  trans- 
porta- 


Amount. 

tion. 

Repairs  of  road 
bed  and  rail- 

way,   except- 

ing    cost    ol 

iron $29,087 

Repairs  of  build 

$29,391 

ings 2,046 

Repairs  of  fen- 
ces &.  grates.     1,295 

Taxes  on    real 

1,364 
863 

estate 12,080 

•  •  •  * 

Freight 
transpor- 
tation. 


$9,676 
682 
431 


Total $44,509 


$29,672        $44,816 


Total $2,228,320 

Deduct  23  miles  sold  to  Buffalo,  N. 
Y.  city  R.R  for 


$2,737,114 
332,000 


$2,415,014 


EXPENSES  OF  REPAIRS  OF  MACHINERY. 

Repairs  of  en- 
gines and  ten- 
ders  $18,240  $12,160 

Repairs  of  pas- 
senger and 
baggage  cars,    4,489  4,489 

Repairs  of  fre't 
cars 7,221  .... 

Repairs  ot  tools 


Total  balance 

CHARACTERISTICS  OP   ROAD. 

Length  of  road 76 

Length  of  road  laid 76 

Length  of  double  track,  including  sidings 1) 

Length  of  branches  owned  by  the  company, 

laid 6 

Length  of  double  track  laid  on  same 1 

Weight  of  rail  per  yard  on  main  track 62 

Number  of  engine  houses  and  shops 6 

Engines 17 

Rated  as  b  (  Passenger  cars,  1st  class 32 

-wheel  cars.  tPr^ight  cars 145 

DOINGS  OF  THE  YEAR  IN  TRANSPORTATION. 

Miles  run  by  passenger  trains 253,892 

Miles  run  by  .'reight  trains 130,745 

Rate  of  fare  per  mile  chargea  to  passen- 

fers;  in  respective  classes..  1st,  $1  50;  2d,  68c.; 
rd 57c. 

Number  of  passengers  (all  classes)  car- 
ried in  cars 469,125 

Number  ot  miles  travelled  by  passengers 
or  number  of  passengers  carried  one 
mile • 25,627,086 

Number  of  tons,  of  2  000  pounds  of  fre't 
carried  in  cars 81,364 

Total  movement  ot  freight,  or  number  of 

tons  carried  one  mile 5,981,865 

Average  rate  of  speed  adopted  by  ordina- 
ry passenger  trains,  including  stops, 
{miles  per  hoar) 19 


928 


1,030 

$18,608 


and  machine- 
ry in  shops..  1,392 
Incidental  ex- 
penses, inclu- 
ding oil,  fuel, 
clerks,  watch 
men,  &c., 
about  (hops.     1,545 

Totals....  $32,889 

EXPENSES  OF  OPERATING  THE  ROAD. 

Ofiice  expenses, 
8 1  a  I  i  o  nery, 
6k $2,512  $1,256 

Agents  and 
clerks 10,041  5,020 

Labor  loading 
and  unloading 
freight 8,053 

Porter,  watch- 
men &.  switch 
tenders 7,166  4,777 

H'bod  and  wa- 
ter station  at- 
tendance       5,554  4,003 

Conductors, 
baggage  and 
brakeman...    12,753  9,666 

Enginemen  and 
firemen 31,186  14,134 

Fuel,  cost  and 
labor  prepar- 
ing   38,130  25,430 


$6,080 


7,221 


464 


Oil  and   waste 

1 

for      engines 

1 

" 

and  tenders.. 

84,589 

S3.059 

$1,529 

Oil  and    waste 

for       freight 

- 

cars 

S,994 

1,529 

i"** 

Oil    and  waste 

"» . 

.  «^ 

for  passenger 

and    baggage 

cars 

2,294 

1,529 

764 

Loss  and  dam- 

age of  goods 

and    baggage 

2,360 

766 

1,533 

Damage  for  in- 

juries to  per- 

sons   

1,861 

1,341 

€90 

Damage  to  pro- 

perty, includ- 

-■ 

ing  damages 

f       ■ 

by    fire    and 

cattle     killed 

• 

on  road 

1,639 

1.089 

«M 

General   super- 

intendence... 

2,499 

1.466 

833 

Contingencies... 

4,381 

3930 

1,460 

Totals....  $127,254  $77,971         $49,283 

EARNINGS  AND  CASH  RECEIPTS  AND  PAYMENTS. 

1st.  Earnings  : 

Fjom  passengers $431,357  29 

From  Ireight 166,098  12 

From  other  sources 22,521  23 


$620,976  64 
2j.  ReceipU:  ' 

From  passengers $431,35729 

From  freight 166,098  12 

Sale  of  road  to  Buffalo  and  New  York 

Railroad  Company 300,90000 

From  other  sources,  including  $24,000 

for  sale  ot  bonds  and  for  mails 47.409  78 


515 

$14,280 

$1,256 
5,020 


8,053 

3,388 

1,551 

3,188 
7,062 

13,710 


$674,855  19 
3d.  Payments  other  than  for  construction : 

For  transportation  expenses $204,653  06 

For  interest 10,297  08 

For  dividends,  10  per  cent 182,581  55 

Journal  of  Railroad  Iia-w. 

COLLISION  ON  THE  LONDON  AND  NORTHWESTERN 
RAILWAY. 

The  coroner's  jury  in  this  case,  have  rendered  a 
verdict  to  the  following  effect: — "The  deceased 
persons,  whose  deaths  lately  occurred  on  the  Lon- 
don and  North  Western  railway,  at  Oxford,  were 
killed  by  a  collision  which  occurred  between  a  pas- 
senger train  and  a  coal  train,  on  the  Bucks'  branch 
of  the  said  railway.  The  collision  took  place  in 
consequence  of  the  passenger  train  being  started 
without  orders  from  the  Station  Master;  and  they 
find  a  verdict  of  manslaughter  against  the  guard  of 
said  passenger  train,  on  whom  the  responsibility  of 
starting  the  said  train  devolved ;  and  they  think  the 
engineer  worthy  of  blame  for  proceeding  at  a  more 
rapid  rate  than  is  safe  when  such  a  press  of  travel 
occurs  upon  a  road.  Under  such  circumstances  a 
pilot  engine  is  very  useful,  and  the  close  proximi* 
ty  of  the  road  in  question  and  the  Oxford  and  Rug- 
by line,  make  it  desirable  that  some  signal  should 
be  used  to  show  upon  which  road  a  train  is  ap- 
proaching. There  should  also  be  a  communicstion 
between  the  guard  and  engineer." 

RAILROAD  LEGISLATION  IN  NEW  HAMPSHIRE. 

The  law  imposed  at  the  November  session  of  the 
New  Hampshire  legislature,  provided — 

1st.  That  rates  of  fare  and  freight  shall  be  posted 
up  In  depots,  and  not  increased  without  thirty  days 
previous  notice  to  be  posted  up  in  like  manner. 

No  person  shall  be  exempted  from  paying  fare, 
except  stockholders  going  to  or  returning  from 
meetings  of  said  road ; — the  ofiicers  of  the  company 
and  of  connected  roads ;  mail  and  express  agents, 
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and  poor  persons  to  whom  passes  have  been  grant- 
ed. This  does  not  prohibit  the  sale  of  season  tick- 
ets, the  transportation  of  passengers  on  public  oc- 
casions, or  the  running  of  special  trains  at  rates  es- 
tablished for  such  occasions. 

3d.  In  case  of  refusal  to  pay  fare,  the  conductor 
may  use  necessary  force  to  eject  a  refusing  party 
from  a  train,  and  shall  hare  the  same  power  to 
command  assistatice  in  removing  such  persons  as 
sheriffs  by  law  have  lehen  serving  process,  and  under 
the  same  penalties  in  .case  of  refusal.  Violation  of 
the  provisions  of  this  act  in  regard  to  the  sale  of 
tickets  and  the  collection  of  fares  shall  be  liable  to 
a  fine  of  not  less  than  one  nof  more  than  ten  dol- 
lars. 

FARM  CR0BSIKG8. 

The  12th  volume  of  Barbour's  Reports,  of  the 
Supreme  Court  of  New  York,  which  has  just  been 
published,  contains  a  case  worthy  of  notice,  rela- 
tive to  the  obligations  of  railroad  companies  in 
regard  to  farm  crossings.  This  case  is  that  of 
Wheeler  vs  The  Rochester  and  Syracuse  Railroad 
Company. 

The  defendants  procured  an  appraisal  of  the 
lands  of  the  plaintiff  taken  by  them  for  their  rail- 
roads. At  the  time  of  the  appraisal  no  location  of 
the  farm  crossing  was  indicated  on  the  profile 
drawiDg  laid  before  the  Commissioners, — and  there 
had  been  no  agreement  in  reference  to  it,  or  any 
location  of  it, — except  that  the  plaintiff,  before  the 
Commissioners  and  in  the  presence  of  the  agents 
of  the  defendants,  pointed  out  where  he  wished  the 
crossing  to  be  made,  to  which  the  latter  made  no 
objection.  The  appraisal  was  made,  and  the  sum 
awarded  was  paid.  The  defendants  proceeded  to 
construct  their  road  through  the  plaintiff's  premi- 
ses, by  raising  a  high  embankment,  locating  the 
crossing  at  a  different  point  from  that  indicated  by 
plaintiff,  and  where  it  would  be  highly  inconveni- 
ent for  him.  They  refused  to  locate  at  the  indica- 
ted place,  which  would,  much  better  than  the  one 
selected,  have  suited  the  purposes  of  plaintiff. 

The  defendants  urged  in  defence  that  to  be  com- 
pelled to  make  a  crossing  where  the  plaintiff  had 
indicated,  wouid  be  to  incur  a  very  onerous  duty, 
as  it  would  be  necessary  to  make  an  underground 
passage  through  hewn  stone.  But  it  was  answered 
that  they  should  have  estimated  the  cost  of  con- 
structing their  road  before  locating  their  route. 
The  defendant's  suggested  that  a  farm  crossing, 
means  properly  only  a  passage  aiove  ground.  Con- 
sequently, if  the  company  were  unable  to  furnish 
such  a  passage  at  the  place  designated  by  the 
plaintiff,  they  were  at  liberty  to  deviate  from  the 
directions  given,  and  to  make  a  crossing  at  any 
other  suitable  place.  Bat  the  Court  were  of  opin- 
ion that  a  farm  crossing  may  be  either  over  the 
road  or  under  tha  road. 

.  The  application  of  plaintiff  was  also  oppose, 
on  the  ground  that  the  commissioners  had  passed 
upon  it,  in  originally  appraising  the  plaintiff's 
damages,  occasioned  by  the  laying  out  of  the  road. 
But  the  court  held,  that  no  such  matter  as  the  dam- 
ages now  in  question,  could  have  legitimately  been 
submitted  to  the  commissioners. 

In  fine,  the  court  held  that  it  was  a  proper  case 
for  an  injunction,  to  restrain  defendants  from  pro- 
ceeding with  the  construction  of  their  road  through 
plaintiff's  land,  until  they  should  either  provide  a 
convenient  and  suitable  crossing,  according  to  the 
plaintiff's  choice,  or  make  compensation  to  him, 
by  agreement  or  appraisal,  for  the  unsuitableness 
of  the  crossing  provided. 


'\  LAND   UNDJiR   WATER. 

In  tSovJd  VS.  The  Hudson  River  Railroad  Com- 
pany, reported  in  the  volume  of  Barbour  above 
mentioned,  it  was  held  that  the  Hudson  river, 
being  a  navigable  stream,  in  which  the  tide  ebbs 
and  flows,  the  land  upon  its  banks,  below  ordinary 
high  water  mark,  belongs  to  the  People  in  their 
sovereign  capacity;  and  that,  consequently,  the 
legislature  did  not  transcend  their  legitimate 
sphere,  in  conveying  the  same  to  the  railroad 
company. 

COMPLETING    ROADS. 

The  Clueen's  Bench  in  England  have  decided 
that  a  company,  who  had  been  authorized  to  con- 
struct a  line  of  railroad,  which  they  abandoned 
before  completing  it,  could,  upon  the  application  ol 
landowners  interested  therein,  be  compelled  to  pro- 
ceed and  finish  the  work,  in  conformity  with  the 
charter,  although,  in  terms,  this  only  authorized 
the  construction  in  question.  -  A  mandamus  was 
accordingly  issued. 

Hartford,  Providence  and  Flslikill  R.  R. 

The  work  on  this  road,  favored  by  the  mild  win- 
ter, has  gone  on  fully  up  to  the  calculations  of  the 
directors  and  contractors.  We  said  some  time  ago 
that  the  very  favorable  contract  for  iron  made  by 
the  company  would  seir  for  S75,000  profit.  Since 
then,  so  rapid  has  been  the  advance  in  iron,  that 
the  contract  could  not  be  made  to-day  at  less  than 
S  •  50,000  advance  upon  the  price  agreed.  So  nu- 
merous are  the  railroad  projects  demanding  iron, 
that  there  seems  no  probability  of  a  reduction  in 
the  price.  The  contracts  are  for  the  completion 
of  the  road  from  Providence  to  Waterbury,  on  the 
Naugatuck,  by  the  1st  of  October. — Providence 
Journal. 


Pennsylvania* 

Westchester  and  Philadelphia  Railroad. — The  re- 
port of  the  President  of  this  company,  J.  Rutter, 
Elsq.,  states  that  the  completion  of  the  road  bad  been 
let  out  by  contract,  with  the  exception  of  furnishing 
the  cross  ties  and  iron,  for  $585,000,  one  section  to 
be  completed  by  the  1st  of  May  next  and  the  other 
by  the  1st  of  January  next  That  subsequently 
charges  had  been  made — decreasing  grades  and 
straightening  curves  and  adding  to  the  cost  of  con- 
struction about  $16,000.  Ten  and  two  tenth  miles 
of  the  road  have  been  graded,  and  if  the  present 
season  should  prove  favorable,  it  is  believed  the 
line  will  be  completed  within  the  contract  time. — 
The  land  damages  have  been  satisfactorily  arrang- 
ed mostly  by  amicable  adjustment,  only  six  cases 
of  importance  remain  unadjusted.  The  amount 
already  liquidated  is  $48,263  25,  $9,375  of  which 
has  been  paid  in  the  stock  of  the  company  at  par. 
It  is  estimated  that  the  entire  sum  to  be  paid  on  this 
account  will  be  about  $60,000.  In  this  is  included 
the  sums  to  be  paid  for  depot  grounds.  The  man- 
agers have  recently  contracted  for  27,000  cross  ties 
at  36  cents  per  tie,  i  of  the  price  to  be  taken  in  stock 
of  the  company  at  par. 

The  whole  amount  received  from  stockholders 
since  1st  January,  1852,  is  $198,888  81,  The  esd- 
mates  of  work  amount  to  $n9,686  83,  of  which  66 
per  cent  has  been  paid  in  cash,  19  per  cent  in  stock 
at  par,  and  15  per  cent,  retained  according  to  the 
terms  of  the  contract.  During  the  year  $60,300  of 
stock  has  been  subscribed— including  that  issued 
on  the  settlement  of  land  damages  and  for  the  pur- 
chase of  cross  ties.      .  ,:;     ,.;--....    I      " 

A  careful  estimate  of  the  business  likely  tobe  ac 
commodated  by  the  road  has  been  made.    This  is 
based  on  a  personal  examination  made  by  a  com- 
mittee  appointed  lor  the  purpose.    This  estimate  is 
for  313  days  in  each  year : 


at  2i 
atVi 


16,305  tons  of  freight  from  36  m|lls  in 
Delaware  county  at  6  cenu  per  m:  le  per 
ton i 

160  passengers  atreraging  15  miles  . 
cents 

30  passengers  averaging  10  miles 
cents 

6,000  tons  coal,  plaster,  etc.,  15mile^at90 
cents i . . 

2,500  tons  lumber,  $1 

1 ,250  tons  to  25  stores  in  Delaware  cbunty 
at  $1  per  ton . .  i 

Market  produce 

30,000  feet  of  lumber  to  manufactory. 


$14,674 

37,560 

4,695 

5,400 
8,500 

1,250 

1956 

30.000 


Total  from  Delaware  county  except  jdairy 
produce « ". .;. 

Passenger  receipt^  from  Westchestet'. 

Freight  .< 

Business  from  4  tolwnships  in  Westc|iester 
county 


Total 

The  line  of  the 


$68,335 
17,044 
17,044 

6,000 


...8108,423 
road  is  26  miles  i^  length,  leav- 
ing Westchester  hs  western  termihus  it  passes 
West  Town  Boailding  School,  a  flourishing  Insti- 
tution, established  [40  years  ago  by  th^  Friends  year- 
ly Meeting,  and  through  the  fiourisking  manufac- 
turing villages  oi  Lenni,  Pennsgrove,  Rockdale, 
Crozerville,  Medi4  and  Kellyville,  toj  Philadelphia. 
The  opportunity  afforded  to  new  tralnsacting  busi- 
ness in  that  city  t()  enjoy  the  comforts  and  luxuries 
of  a  country  homej  by  means  of  the  railroad  is  con- 
sidered one  of  itfi  principal  advantages. 

The  subject  of  I  a  syst^  of  coQimutations  is 
treated  at  considerkble  length  in  the  teport  of  T.  E. 
Sickles,  Elsq.,  the  ^htet  Engine«r.  ^^he  following 
table  exhibits  the  Commutation  busjjtess  of  several 
railroads  with  on^  exception  all  r|uliating  tpom 
Boston. 
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§.Net  earoings  m 
SS^2^^      upon  cost. 

JJJ  Number  of  passenger 
—  I© «-»  —  ''      trains  passing  on  the 
o  »  M  .^  ^  S      road  daily  it  one  di- 
rection. 

Speed  of  accopimoda- 
K)«wK>to»ol»2  tion  trains  per  hour, 
vfov4^^v>'>3^     including  stops. 
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No.  o^  comdintation. 
pass,  withia  a  dis- 
tance of  26  miles 
from  Boston  or  N.Y. 


Commutation 


t-atesfor 


=:     six  months. 


The  influence  of  railroad  cetamtin 
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populdtioD  and  btili  axoie  on  ike  wtaiih  uf  the 
small  towns  in  the  neightwrbood  of  Boston,  is  seen 
ia  the  n'?jyiptat<>ineni: 
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^e  leajy  lut  the  super:»truc:tui'e  eariy  iu  February 
next. 

Tnis  is  the  first  case  we  hare  knowledge  of  in 
which  an  amicable  arrangement  has  been  uadt- 
oetwcen  a  railroad  company  and  its  contractors  re- 
lative to  the  advancfd  price  oi  iron.  The  direct 
ors  have  certainly  acted  in  a  liberal  and  handsome 
oianne.-,  but  nut  more  so  than  the  advantages  tu  bt 
gaiued  by  having  the  use  of  the  road  two  yeart- 
earlier  than  thty  otherwise  would,  seem  fully  to 
justify.— CAica^tf  Daily  Press. 

N«w  Orleans,  Opelounns  and  Great  Weatera 
RMilroad. 

We  have  before  us  the  first  annual  report  of  this 
company,  under  date  of  January  24, 1853.  It  is  an 
interesting  document,  not  rnly  in  showing  tht- 
purposes  and  condition  ol  the  company,  but  tht 
influence  which  the  sentiment  in  favor  uf  this  and 
-.imilar  woiks,  has  exerted  upon  the  legislation  ana 
policy  of  the  state.  Below  we  copy  $-uch  poiiiun» 
of  the  report  as  have  an  tspecial  interest  to  tht 
public. 

The  New  Orleans  and  Opelousas  and  Grea- 
Western  Railroad  Company,  ^ay8  ibe  report,  wat> 
chartered  iu  April,  1U52,  wiiii  a  capital  ol  three 
millions  of  dollars,  for  the  purpose,  as  expressed 
in  its  charter,  "  of  constructing  a  railroad  from 
Algiers  to  the  opposite  banic  (t  the  Mississippi 
river  Irom  New  Orleans,  westward  near  Thibo- 
deaux,  across  Berwick's  bay  to  Washington,  in 
the  parish  ot  St.  Landry  ;  thence  to  a  point  on  the 
Sabine  river,  most  lavorable  for  the  purpose  ol 
constructing  said  road  through  the  state  ot  Texas, 
to  El  Paso  on  the  Rio  Grande,  and  thence  to  the 
Pacific  ocean.  The  road  to  be  made  on  such  a 
scale,  as  to  serve  for  the  main  trunk  ot  railway 
between  New  Orleans  and  the  Pacific  stales. 

The  amuuat  of  capital  was  fixed  with  reference 
to  the  probabk  cost  of  the  road  through  this 
state,  to  its  western  boundary,  to  be  increased  sub- 
sequently, as  the  extension  of  the  road  beyond  that 
liiint,  or  other  contingencies  might  demand. 

This  enterprise,  the  first  in  magnitude  and  im- 
portant results  to  this  city  and  state,  for  more  than 
twelve  months  under  the  auspices  ot  organized 
committees  ot  its  early  friends,  had  been  po>ted 
and  promoted.  Thruugh  their  efforts,  money  was 
obtained  Irom  the  respective  municipalities  ot  New 
Orleans,  Irom  several  of  the  parishts  along  the 
proposed  route,  and  from  public-spirited  citizens, 
adequate  todeiray  the  expenses  of  preliminary  sur- 
veys, required  to  determine  the  practicability  of  the 
proposed  route  Irom  this  terminus  to  Berwick's  bay, 
and  lor  other  contingencies. 

The  explorations  and  surveys  thus  obtained, 
proved  the  entire  feasibility  ot  the  project,  and 
Inspired  such  a  degree  of  public  confidence  in  it, 
that  upon  the  formation  of  the  company,  and  the 
opening  of  the  stocK  books,  early  in  April  last,  an 
amount  of  stock  was  taken,  more  than  double  that 
required  by  the  charter  as  a  preliminary  to  the 
election  ol  directors. 

A  new  epoch  had  evidently  come  in  the  history 
of  this  state.  It  could  no  longer  be  disguised  that 
this  city  and  state  were  laggaids  in  tbe  march  of 
improvement,  compared  with  their  neighbo.-s. 

While  the  city,  relying  in  fancied  security  upon 
the  advantages  ol  her  commanding  natural  position, 
was  daily  losing  her  commerce  and  trade,  through 
the  energy  of  her  more  enterprising  rivals,  the 
great  agricultural  districtsof  the  state,  measurably 
isolated,  remained  ingloriously  content  with  the 
precarious,  ditiicult  and  hazardous  means  of  travel 
and  tran«pottaiidn,  afforded  by  a  long  and  intricate 
interior  navigation.  Both  interests,  at  length,  were 
awake  to  the  imperious  necessity  lur  prompt  and 
energetic  action. 

The  two  great  trunk  roads,  the  western  and  the 
northern,  had  attached  to  their  respective  standard 
men  of  devoted  zeal  and  untiring  energy,  who,  by 
iheir  characters  and  eSoits,  inspired  confidence  at 
borne  and  abroad,  in  the  successful  accomplish- 
ment ot  iheenterpiises  to  which  they  had  zealously 
devrted  themselvc*  for  the  public  good. 

The  convention  oi  the  iriends  of  the  northern 

road  in  May,  and  of  the  western  road  in  June. 

St  Louis  andSaleOJ;  and  we  were  inlormed  that    1831,  and  the  gi-eat  southwestern  convention,  in 

forty  miles  of  the  rwMit«^f  pea  iii»>»epoiaU  would  j  January,   1852,  composed  of  delegatea  Irom  all 


It  appears  that  there  are  no  less  than  4,560  com- 
mutation passengers  whutpn<<act  business  in  Bos- 
ton and  reside  along  the  lines  of  railroad  being  1-30 
of  the  population  of  that  city,  it  is  deemed  that  an 
equal  ratio  of  the  citizens  of  Philadelphia  would 
avail  themselves  of  similar  facilities  for  the  enjoy- 
ment of  health  and  comfort  in  a  country  residence. 
A  large  share  of  this  business  would  devtlve  on  the 
Philadelphia  and  Wes-tuhester  road  as  is  apparent 
from  the  beauty,  fertility  and  salubrity  of  the  coun- 
try ii  traverses. 

■  r 

Ohio  and  Mlssiaalltpl  Railroad. 

There  is  good  reason  for  believing  that  so  much 
of  this  103d  as  lies  wiihin  our  own  State  will  be 
completed  at  the  earliest  day  heretotore  named. — 
The  entire  road,  it  will  be  rem-mbeied,  w'^s  let  to 
M  ssrs.  S-ymour  &.  Co.  of  New  York,  wb^  after- 
wards sub  lei  to  Messrs.  Sanger,  Camp  &  Co.  that 
portion  lying  between  Illinoistown  and  Vincennes. 
These  contracts  were  made  before  the  late  advance 
in  iron  had  occurred,  and  this  latter  event  had  giv- 
en rise,  in  some  quarters,  to  the  expectation  thai 
the  parties  makiut;  them  would  be  compelled  to 
abandon  them.  Cluite  recently  we  learned  that 
M--ssrs.  Sanger,  Camp  &  Co.  would  hold  on  to  their 
Contract,  but  that  they  would  insist  upon  the  ex- 
treme limit  of  time  (riive  years)  which  it  allowed, 
instead  ol  completing  the  work  in  three. yenrs,  as 
they  originally  designed  doins.  This  matter  hav- 
ing com'  bt.io.'-e  the  board  of  directors,  they  have 
agreed  to  pay  a  bonus  ol  $334,000  lo  the  contract- 
ors, coniliiioned  that  the  roid  sIihIi  be  completed 
within  three  years— the  only  reservation  being  that 
floods  or  epidemic  sickness  among  the  bands,  shall 
not  prevent  them. 

By  the  lerrni  oo  which  the  city  of  St.  Louis  be- 
came a  stockholder  in  this  road,  in  the  sum  of  hall 
a  million  ol  dolla<s,  it  is  necessary  that  the  above 
action  shall  receive  the  sanction  of  the  Common 
Council  before  being  aUsoluiely  binding.  The 
board  of  delegates  have  already  affiimed  it  acd  at 
our  lasi  dates  irom  Sl.  L  )uis,  the  suhject  was  pend- 
in?  b:rfore  the  board  ol  Aldermen  with  lair  pros- 
pect ol  m<-eiing  their  approval  alo. 

Some  three  weeks  ago,  there  were  about  two 
thousand  laborers  e.igaged  upon  this  road  between 
andSaleOJ;  and  we  were  informed 


ihe  southwestern  sialcs, — men,  di-iiuguishcu  Jur 
ability  and  usefulness  at  nome,  gave  irresistible 
impulse  to  the  popular  leeliogin  favor  ot  iheseand 
similar  woiks. 

The  legislature  at  their  session,  immediately 
sfcceeditig,  reflecting  the  opinions,  and  in  com- 
pliance with  the  Well  u.idersiood  wishes  of  tne 
people,  made  all  the  legislation  in  lavcr,  and  lor 
the  promotion  of  such  enterprises,  aliowaoie  under 
ihe  then  existing  constitution.  By  enacting  laws 
lor  the  organization  of  corporations  lor  works  ut 
public  impiovement  and  utility — for  the  eipropri- 
itiou  of  lands  loi  railioads  and  like  works—lor  the 
subscriptions  by  the  parishes  and  municipal  corpo- 
rations of  the  state  to  the  stock  uf  companies 
undertaking  woiks  of  improvement— for  the  pay- 
ment and  disposal  of  stock  so  subscribed;  and, 
lastly,  tor  taking  the  sense  ot  the  people  on  the 
xpediencv  of  calling  a  convention  to  change  the 
>rganic  law,  so  as  to  permii  the  state  to  aoopt  lor 
the  luture  a  'ess  restiirtive  policy,  in  regard  to 
works  of  general  utility  and  advantage. 

This  latter  proposition  was  submiued  to  the  vote 
of  the  qualined  eiectois  of  ihe  slate,  and  decidtd 
itfirmativtly.  Delegates  Were  clecttd,  the  con- 
vriuion  met  and  formed  thf»  present  constitution  of 
ib3J,  which  has  since  been  ratified  by  a  large 
Vole. 

The  Constitution  of  1845,  denied  lo  the  L'^gisla- 
lure  the  power  to  pledge  the  faith  of  the  Slate  for 
the  payment  of  any  contracts  or  obligations  for  the 
oenebtof  any  person,  corporation  or  body  politic, 
limited  the  amount  of  debt  to  be  contracted  by  the 
State  to  SlOO  OUO— except  in  cases  of  war,  invasion 
or  insurrection,  unless  in  the  enactment  creating 
ihe  debt,  the  ways  and  means  by  taxation  lor  its 
payment  are  also  provided,  and  not  then,  until  the 
nexi  Legislature  returned  by  a  general  election 
should  have  re-enacted  it — and  enhibited  the  State 
from  subscribing  to  the  stock  of  any  corporation  or 
joint  Slock  company,  and  Irom  the  creation  of  cor- 
poration by  special  laws,  except  for  political  or 
municipal  purposes,  and  limited  the  tenure  of  all 
corporations  constituted  under  general  laws  (ex- 
cept those  enutncrated  in  the  preceding  exception) 
to  twenty-five  years. 

Those  restrictions,  bearing  upon  enterprizes  of 
this  description — lor  we  have  only  reference  to 
them — were  subjected  to  radical  changes  by  the 
present  Constitution.  Among  the  recognized  powers 
of  the  Legislature  by  that  instrument  is  that  of 
granting  ihe  aid  of  the  State,  exclusively  to  works 
of  internal  improvement  to  the  extent  of  one-fifth 
ot  ihe  capital  ol  Associations  organized  for  such 
purposes,  by  subscriptions  of  stock;  loin  of 
money,  or  public  bonds;  under  the  limitations  that 
ihe  grant  ol  su:h  aid  by  the  State  shall  only  be  a- 
vailable  in  the  proportion  ot  the  capital  actually 
paid  in  by  the  stockholders;  and  in  case  of  loan, 
adequate  security  to  be  givfen— and  that  the  amount 
ol  such  liability  shiill  never  at  any  one  time  exceed 
thesumof  eight  millions  of  dollars. 

This  series  of  popular  movements  and  legislative 
action  is  referred  to  as  indicating,  in  the  judgment 
of  the  Board,  a  set'.led  policy  in  rete.'ence  to  this 
great  modern  system  of  railway  communication; 
and  it  is  hopeuand  believed,  not  only  by  this  Board, 
but  by  other  and  higher  interests  to  be  benefited 
and  developed  by  it,  composed  of  almost  the  entire 
portion  ol  western  Louisiana  that  the  approaching 
Legislature,  to  whom  the  important  duty  of  carry- 
ing out  the  provisions  of  the  constitution  are  alot- 
icu,  will  foster  and  sustain  the  efi'^ris  of  the  people 
towards  the  accomplishment  ol  these  valuable 
lines  of  road,  projected  and  in  course  of  construc- 
lion. 

The  popular  estimate  of  the  importance  and 
value  of  this  road  to  New  Orleans,  and  to  the  rich 
and  productive  portion  ot  tbe  State,  to  be  traversed 
by  it,  is  clearly  shown  by  the  character  and  amount 
of  subscriptions  to  its  capital  stock.  The  private 
subscriptions  thus  far  amounted  to  seven  hundred 
and  fifty-nine  thousand,  eight  hundred  and  thiny- 
five  dollars;  and,  under  the  act  ol  the  legislature 
already  referred  to  for  subscriptions  by  corporations 
and  parishes,  (a  copy  ot  which  is  appended  to  this 
repoit,)  the  city  of  New  Orleens,  through  its 
municipal  authorities,  subscribed  sixty  thousand 
shares,  amounting  to  one  million  five  hundred 
thousand  dollars,  to  meet  which,  payable  in  six 
eqaai  annual  instalments,  commencing  on  the  third 


f 


mmmFWS^^^ '  "^j-:  "  'wjj^  !i  'w 


^  ■'^  -*^iJ3«riTV?w*^  '7^i"f 


-T  ■''x^^^  ifr^-    "  r^    ■-T^v-'"-^-»^':_»arTs:"i  T*^-**:  --^     •  i  -r  ■ 


AXUKRIOAA     ftAlLROAl>    JOtfUKAL., 


-  ^f^^Tf:'" 


133 


Monday  of  June  next,  a  tax  ot  two  per  cent,  was 
levied  o  »  all  its  landed  estates,  one  third  of  one  per 
cent,  annually 

The  fi)lIowing  are  the  amoants  of  tax  subscrip- 
tions made  to  the  road  by  the  several  parishes 
along  its  line: 

Parish  of  New  Orleans,  (right  bank) S75  000 

St.  Mary IbGCtOQ 

St.  Martin 103.775 

«  La  Fayette 33,400 

"  St.  Landry 105ti25 

Natchitoches 250000 

These  several  tax  stock  subscriptions,  amounting 
in  the  aggregate  to  the  sum  of  two  millions,  two 
hundred  and  thirty-four  thousand  tour  hundred  dol- 
lars, were  submitted,  according  to  law,  to  the  vole 
of  the  qualified  electors  in  those  different  localities, 
and  by  tbem  were  approved  and  ratified,  generally 
by  large  and  commanding  majorities. 

This  tax  subscription  is  secured  by  a  landed 
property  of  nearly  one  hundred  millions  o<  dollars, 
as  estimated  for  the  ordinary  purposes  of  state  and 
parish  taxation.  Such  a  system  of  raising  stock 
on  voluntary  assessments  of  landed  property,  pos- 
sesses at  once  the  attributes  of  equality  and  uni- 
formity. 

It  is  subscribed  by  the  representatives  of  the 
people,  and  is  sanctioned  and  ratified  by  the  tax- 
payers themselves,  who  are  to  be  the  benefif-iaries 
of  such  improvements,  and  entitled  as  stockholders 
to  their  proportion  of  the  eventual  dividend  that 
may  be  declared. 

An  entire  line  ot  road,  thus  traversing  an  extent 
of  country,  whose  inhabitants  are,  in  right  of  their 
stock,  joint  proprietors,  must  rest,  for  its  success 
and  fortune,  upon  influences  superior  and  more  re 
liable  than  any  other  safeguard  or  guarantee  that 
can  be  thrown  around  it. 

The  total  amount  of  subscriptions,  tax  and  pri- 
vate, is  thus  S2,984,235. 

In  addition,  the  company  hare  prospectively  the 
tax  subscription  of  De  Soto  parish,  recently  voted 
of  S100,000,  with  its  private  subscription  of  S53,325, 
and  the  oflVr  of  an  increase  by  its  citizens  to  the 
sum,  of  S200  000,  on  condition  that  the  road  be 
located  through  the  parish.  The  western  portion 
ol  the  p-irish  of  Avoyelles  tenders  $74,000,  on  con- 
dition that  the  road  run  through  their  territory,  a 
distance  of  about  7  miles,  along  the  valley  of  the 
Bayou  Boeuf. 

On  ihe  private  subscriptions,  in  addition  to  the  5 
per  cent,  payable  at  the  time  of  making  the  sub- 
scriplioc,  three  calls  of  10  per  cent,  each  have 
already  been  made.  From  these  sources,  the  snm 
of  SI 40  361  88  have  been  collected. 

Two  lots  of  land  have  been  purchased  at  eligible 
points  opposite  "he  city  of  New  Orleans,  for  depots. 

The  upper  tract  adjoining  Ciretna  has  a  front  on 
the  ri»er  of  lour  arpents.  by  ihc  ordinary  depth  of 
forty  arpents,  equal  to  one  hundred  and  sixty  su- 
perficial arpents. 

The  lower  one,  or  terminus  of  the  road,  fronts  on 
the  river  ihree  hundred  and  seventy-five  feet,  by  a 
depth  ot  twenty-four  arpents,  between  parallel 
lines;  supetfi'.ics,  loriy  eight  arpents,  with  streets 
of  filty  feel  each  on  its  uppel  and  lower  lines,  to  the 
extent  ol  i's  depth. 

This  prciperiy  has  a  large  and  increasing  battore 
with  two  whHfves  and  a  bulkhead,  ample  fur  all 
the  purposes  of  the  company.  Those  grounds 
were  purchased  at  a  cost  of  sixty  thousand  liollars. 
and  have  a  lorm  and  superficies  adapted  to,  and 
ample  for,  all  the  future  purposes  of  the  company. 

In  the  latter  part  of  July  last  surveys  were  com- 
menced, under  the  direction  of  Jas.  G  Gibbs,  Esq. 
as  chief  engineer.  Four  hundred  miles  of  levels 
have  been  run,  and  in  a  few  days,  the  entire  route 
to  two  points  on  the  Sabine  boundary,  between 
Louisiana  and  Texas,  will  have  been  completed. 
The  right  of  way  for  the  entire  distance  from  New 
Orleans  to  Washington,  with  few  excepiioas,  (and 


those  in  the  case  of  successions,  where  the  author- 
ity of  executors.  &c.,  was  doubtful,)  faaa  been 
cheerfully  conceded. 

'  The  first  division  of  the  road,  82  miles  to  Her 
wick's  Bay,  has  been  located ;  and  the  location  of 
the  second,  to  Washington,  96  miles,  will  be  com- 
pleted and  ready  for  contract  on  the  1st  ol  March 
next.  On  the  first  division,  the  clearing  and  grad- 
ing of  the  first  fifty-five  miles  is  under  contract 
twenty  miles  of  which  is  ready  lor  the  superstruc- 
ture, and  the  remainder  is  in  progress. 

The  following  statement  shows  the  present  finan- 
cial condition  of  the  company  : 

Receipts  on  account  of  capiul  stock $140,361^ 

Disbursements 64,156 


Balance  on  hand 876,205 

Prospective  means  for  currenf  year.  i 

Due  on  instalments  called  lor  to  date  of 
report $125,580 

Instalments  on  tax  stock,  payable  in  or 
before  June,  by  the  ctty  of  New  Orleans 
and  six  parishes 395,188 

Balance  on  hand 76,205 

20  per  cent,  assessed  at  meeting  of  stock-  1 

holders:  10  per  cent.    1st  April,  and  10  ' 

percent.  1st  October— say 140,000 


S736,97l 
The  fifth  of  capital  paid,  if  allowed  by  the 

state,  will  give — say 160,000 

The  contracts  tor  grading,  superstructure, 
iron,  locomotives,  etc.,  not  yet  comple- 
ted, amount  to  555,000 

Contracts  have  been  made  for  locomotives  and 
cars,  and  lor  4,000  tons  of  iron,  at  S55  per  ton, 
with  the  required  quantity  of  spikes,  chains  and 
wood,  for  the  superstructure;  and  the  belief  is  en- 
tertained, that  the  entire  line  to  Berwick's  bay  will 
be  completed  and  in  operation  within  12  months, 
and  in  time  to  bring  out  the  crops  of  Lafourche  and 
the  Teche. 

The  line  of  road  to  Washington  has  only  a  de 
flection  of  9  per  cent,  from  a  straight  line,  and  this 
curvature  was  rendered  unavoidable,  from  the  ex 
tent  of  sea  marsh  which  lay  on  the  more  direct 
route.  The  trunk  line  traverses  and  develops,  in 
the  state  of  Louisiana,  12,000,000  of  acres,  the 
larger  portion  of  which  is  unpeopled  and  untilled. 
It  passes  through  nearly  three  degrees  of  latitude, 
and  over  four  distinct  geiigraphical  furmatidhs 
The  first  is  the  Delia  proper  of  the  Mississippi 
liver,  a  distance  of  eighty-one  miles  to  Befwick'^ 
liay.  It  is  exclusively  a  sugar-growing  region, 
pnxiucing,  in  1851,  a  crop  o*  filtyeight  ibousano 
five  hundred  and  eightv-fcur  hog^ heads  ot  sugar, 
and  four  million  two  hundred  thousand  gallons  oi 
molasses. 

The  second  district,  beginning  on  the  western 
shore  of  Berwick's  bay.  which  may  be  regarded  as 
an  estuary  of  the  gulf,  is  the  commencement  of 
that  belt  ol  prairie,  which  skirls  the  gult  cuasi 
westwardiy  to  the  Rio  Grande,  and  ranging  from 
ten  to  thirty  miles  in  width. 

The  parishes  within  which  it  is  eicbraced,  and 
through  which  therjad  runs  to  Washington,  in  the 
parish  of  Si.  Landry,  produce  both  co'ton  and  su- 
gar, and  annually  export  to  this  city  about  forts 
tbousand  head  of  cattle.  Their  crop  of  sugar,  in 
1851,  was  f  jrty  tbousand  hogsheads,  two  million 
eight  hundred  thousand  gallons  ot  molasses. 

The  third  division,  from  Washington  to  the  point 
of  intersection  with  the  valley  of  the  Red  river, 
embraces  the  entire  alluvian  to  the  village  oi 
Natchitoches — a  section  of  country  unsurpassed 
tor  its  adaptation  to  the  production  of  both  sugar 
and  cotton. 

The  crops  of  sugar  of  Avoyelles  and  Rapides  in 
1851,  which  had  but  recently  and  partially  entered 
into  its  culture,  was  thirteen  thousand  five  hundred 
hogsheads  of  sugar,  and  nine  hundred  and  fifty 
thousand  gallons  of  molas«es.     The  cotton  crop  ol 


The  fourth  division  cmViraTs  ihe  table  lands  be- 
twfen  the  Red!  river  and  Sshinfj.  And  is  composed 
of  the  parished  ol  Sabine,  De  Siio  »nd  C.-?<ldo,  ihp 
CI  ops  of  whici  mav  be  set  dowiJ  at  fo  tv  iho:>*8nd 
baUs  of  cottoh.  By  a  comparison  of  the  crop  of 
sugar  and  morasses  of  1851,  pri»dared  in  ih^  par- 
ishes traversep  by  this  road,  amminiine  to  one 
hundred  and  twelve  th<»usand  andieiehty  ffOr  hoes- 
heads,  and  sewen  million  one  hqndred  an!  twelve 
thousand  nine  hundred  and  fittv  feallons  of  molas- 
ses, with  that  made  in  the  balance  of  the  rate,  it 
will  be  perceived  that  the  difl'ereiice  in  favor  of  the 
latter  is  but  si^all — although  that  cultuie  ha«  h^ra 
hut  partially  gone  into  in  the  parishe<>  of  St.  Mar- 
tin, Vermillioil,  La  Fayette  St.  I.andry,  Avovelle*. 
and  Rapides,  ^hose  capacity  forjincreased  produc- 
tion is  immense.  | 

The  line  ofjroad  running  wes|twardly  along  the 
parallel  o(  320l  traverses  ihe  moikt  ft^rtile  portion  of 
the  state  of  Texas,  adapted  for  the  production  of 
both  cotton  and  grain,  and  offerijng  no  ob-^taclet  to 
the  constructioti  of  a  road  Thje  distance  across 
this  slate  to  th^Rio  Grande,  allojwing  for  probable 
deflections,  is  ^s'imated  at  700  miles  ;  and  thence  to 
San  Diego.  69$  miles,  making  the  entire  distance 
Irom  New  Orleans  to  the  Pacifitj  1747  miles. 

Col.  Grahar|i,  of  the  Topogranhical  Engineer*, 
in  his  report  i(  that  bureau,  say^: 

In  crossing  ihe  Sierra  Madre.  loo  diffiruliies  are 
presented.  It  is  done  by  a  ris^  so  eradual,  that 
were  we  not  at  monished  by  the  fpll  o!  the  mercury 
in  the  barometer,  we  would  be  linconsrions  of  its 
elevation  from  five  to  sil  lhou»«nd  feet  above  the 
level  of  the  *eii.  The  flimH'*"  ajone  the  wbole  belt 
of  country  traversed,  is  particularly  favorable  to 
«uch  entcrpriie.  It  is  open  a1  l^e  year  round. 
There  are  no  frosts,  to  upheav^  the  foundations 
of  such  a  road,  and  disadjust  iis  snper^i'ucture; 
no  deep  snowsiremainicg  for  months,  to  ob»U  uct  a 
passage. 

The  charter  of  the  road  permMs  the  construction 
of  a  branch  th'ough  the  norihw)e8iern  parishes  of 
Louisiana,  to  i  le  state  line  of  Ar^ansns.  To  retain 
the  ebbing  tide  of  the  commerc^f  the  Mississippi 
valley,  requires  extraordinary  efi  >rt8  on  the  part  of 
New  Orleans.     The  Mississippi  Valley  Railroad, 
connecting  New  Orleans  with  St  Louis  and  Mine- 
sota,  has  become  a  necessity  as  i^anilest  as  th?t  of 
any  of  the  greiit  thoroughfares  npw  finished.    The 
line  from  New  Orleans  to  Alexandria,  would  be  in 
the  track  of  tbt^  great  western  triknk,  and  tor  some 
years  would  uie  the  track  now  commenced. 

The  constrn  rtion  of  the  road  tc  that  point  ipverr 
easy,  without  grades,  aiid    wiih  the  excep'ion    of 
he  Lafourche  and  Berwick's  bjiy,  comparatively 
without  bridgxE. 

From  Alexandria  Northward,  ihe  line  mast  di- 
verge. The  ic  pot'raphv  of  the  r  junny.  a^well  as 
population  ard  productions,  pttin  out  thcTOate  up 
the  VMlley  of  t  le  Ouachita,  as  tb  ■  roost  direct  and 
preferable  wit  lin  the  state  of  Louisiana.  The 
census  returns  if  1650  will  show  the  superior  claims 
of  this  route. 

It  would  trav«r<e  the  parishes  rif  Rapides,  Winn, 

Caldwell.  Oiiarhit.-;,  and  M'  rehcjuse.  sfeuring  the 

entire  conii-ihu|tinn8  of   Jirksonland    Union,  and 

of  thai  of  Caiahukila,  Frauklin  and 


large  portion 
Claiborne. 

Parishes. 

Rnpides 

\  Catahoula.. 

Caldwell , 

i  Franklin. ... 
Jacksoo.... .. 

Ouachita 

Union 

M<irehouse.. .. 
I  Claiborne... 


Population. 
.      16  561 
.       7  131 

.       2815 

1  «;25 

.  5556 

.  bOOd 

.  13  700 

.  3913 

.  3,175 


Corn. 

536  182 

31  4.'iO 

56  590 

35  9«i.S 

I.ICOCC 

135  005 

I74<;50 

I2S830 

100000 


59,494 


52  042      1,335,133 

By  the  constttjction  of  this  branch  from  Alexan- 
dria to  the  southern  boundary  of  Arkansas  a  dis 


the  same   parishes  and  of  Natchitoches,  may  be  tance  of  one  Hundred  and  twentjy  miles  where  it 


estimated  at  fifty  thousand  bales. 


{will  be  met  by  the  line  of  road  from  St  Louis  aid 
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the  north,  yoa  will  have  extended  to  almost  the 
entire  interior  ol  Louisiana  west  uf  the  Mississippi. 
the  advantages  of  railway  communication  with 
their  market.  Already  has  the  state  of  Missouri 
projected  and  commenced  south,  to  the  Iron  moun- 
tain, a  distance  of  about  forty  miles,  and  north  from 
St.  Cha<'les  to  her  northern  boundary,  a  distance 
of  two  hundred  and  thirty  miles,  a  line  of  road, 
which,  when  connected  and  extended,  will  form  an 
important  part  of  that  magnificent  national  project 
of  opening  and  establishing  commercial  and  social 
intercourse,  between  the  inhabitants  of  the  extreme 
northern  and  southern  states  and  territories  of  this 
great  confederacy. 

Missouri,  though,  like  Louisiana,  late  in  com- 
mencing her  railroads,  is  yet  in  advance  of  us  in 
the  grsat  Mississippi  Valley  road.  Their  travel 
and  their  trade,  belonging  naturally  to  our  seaport, 
■we  can,  by  an  early  and  energetic  movement, 
seconded  as  we  are  by  that  state  and  Arkansas, 
permanently  command  and  secare  that  vast  terri- 
tory, with  its  varied  and  incalculable  productions. 

When  we  reach  from  the  Gulf  of  Mexico  to 
Minesota,  uniting  these  now  distant  extremes  of 
the  great  west  with  iron  bands  that  will  then  link 
us  together,  we  shall  bring  the  productions  and 
luxuries  of  18  degrees  of  latitude  within  forty  hours 
of  each  other,  rendering  climate  homogeneous,  and 
giving  increased  impulse*  to  the  success  of  longitu- 
dinal railways. 

This  branch  of  our  road,  from  the  northern 
boundary  of  Louisiana,  through  the  states  of  Ark- 
ansas, Missouri,  Iowa,  and  Miaesota,  which  un- 
questionably possess  the  energy  and  means  to 
accomplish  their  portion  of  the  works,  irrespective 
of  other  considerations,  is  socially  and  politically 
national  in  its  character,  and  eminently  calculated 
to  harmonise  all  sectional  prejudices,  and,  it  may 
be,  to  unite  in  favor  of  the  great  southern  route 
to  the  Pacific,  all  antagonistic  and  conflicting 
interests." 

Flour  and  'Wheat  from  Weatern  States. 

The  following  statement  shows  the  whole  am 
cunt  (reduced  to  barrels)  of  flour  and  wheat  de- 
livered at  tide  water,  from  the  Eric  Caoal,  in  each 
of  the  last  eighteen  years — distinguishing  between 
the  product  of  this  State  and  the  product  of  West- 
em  States : 

From  Western  From  this  Total  bbls.  arr. 
States.  State.      at  tide  water. 

1835 283,571  899,106  1,183,677 

1836 347,254  802,580  '^1,149,834 

1837 318,642  753,075  1,071,717 

1838 625,480  598.855  1,224,335 

1839 762,560  384,523  1147,083 

1840 1,135,951         1,116,778  2,252,729 

1841 1,359,677  492,834         .C  1,863,511 

1843 1,341,084  582,691  1,823,725 

1843 1,700,767  588,008  2,288,775 

1844 1,871,942  684,397  2,556,339 

1845 1 ,658.208         1 ,290,051  2,948,259 

1846 3.020,626  837,540  3,858, 1 6t) 

1847 4  470,013  601,072  5  071,085 

.       1848 3,340630  630,466  ^3,971,096 

\       1849 3,416,696  580.188  3,996,884 

1850 3,468,409  779,976  -:  4,248,385 

1851 3,905409  304731  4,210.140 

1852 4,837;893  468,408  5.306,301 

The  toll  en  a  barrel  of  flour  from  Buffalo  to  Al- 
bany, was  35  cents  f'-om  1835  to  1845;  31  cents 
from  1846  to  1850  inclusive,  and  23  cents  for  1851 
and  1852. 

As  the  productive  power  of  the  "west"  is  un- 
limited, the  third  column  must,  of  course,  be  con 
sidered  as  indicating  the  demand  for  flour  at  tide 
water.  It  is  interesting  to  see  how  much  of  this 
demand  has  been  meet  by  our  own  Slate,  and  how 
mach  by  western  States,  Sixteen  years  ago,  this 
State  supplied  twice  as  much  as  the  western  States. 
While  the  surplus  production  of  this  State  since 
that  time  is  rather  diminished  with  the  increased 
demand  at  tide  water,  the  western  States  delivered 
at  tide  water  last  year  ten  times  as  mach  as  this 
Sute. 

The  important  fact  in  the  statement  is  this: — 
That  the  increased  delivery  of  flour  and  wheat, 
last  year,  at  tide  water,  is  more  than  1,000,000  of 
barrels,  or  25  per  cent,  over  the  preceding  year, 
more  than  nine-tenths  of  which  increased  delivery 
was  from  western  States — a  larger  increase  in  one 


year  than  ever  betore,  except  in  1846  and  in  1847, 
the  year  of  the  famine  in  Ireland. 

Flour  and  wheat  pay  about  $1,000,000  in  tolls 
or  about  one  half  of  the  82,000,000  lolls  on  pro- 
duce going  to  market.  Merchandize  going  from 
tide-water,  pays  about  8 1 .000,000— making  up  the 
S3,l  18,000,  which  were  the  tolls  of  the  last  year  ol 
navigation. 

As  the  interior  population  of  the  State  increases, 
there  is,  of  course  a  larger  demand  for  interior  con- 
sumption, but  with  a  demand  at  the  sea  board  for 
ten  times  the  amount  delivered  in  the  last  year 
from  the  product  of  this  State,  there  can  be  little 
question  that  the  delivery  from  the  State  could  be 
trebled  or  quadrupled,  but  for  the  competition  of 
the  cheap  and  fertile  lands  of  the  west,  which  can 
answer  a  demand  through  our  canals  at  so  much 
less  cost  than  our  own  more  expensive  lands. 

In  connection  with  the  (act  of  the  increase  of  25 
per  cent,  in  the  last  year  in  the  barrels  of  the  great 
staples  of  flour  and  wheat  from  western  states,  is 
the  fact  that  all  other  grains  and  agricultural  pro- 
ductions follow  these  leading  articles,  and  contri- 
bute to  swell  the  volume  of  increase. 


Oblo. 

Akron  Branch,  Cleveland  and  Pittsburgh  Railroad 
Company. — The  annual  meeting  of  this  company 
was  held  in  Akron  on  the  12th  of  January,  1853. 
From  the  report  of  the  President  and  Directors  we 
gather  the  present  condition  of  the  road.  On  the 
5th  of  July  last  the  road  was  opened  to  Akron,  and 
this  portion  oC  the  line  is  now  in  fine  order.  The 
grading  and  masonry  from  Akron  to  Millersbargh 
is  now  under  contract  and  in  progress,  to  be  com- 
pleted to  Clinton  by  the  15th  of  April  next,  and' to 
Millersbargh  by  the  1st  of  August  following. 
Cross-ties  fcr  the  entire  track  have  been  contracted 
for,  and  the  iron  for  the  portion  from  Akron  to  Or« 
ville  was  purchased  before  the  advance.  The  line 
between  Millersburgh  and  Zanesville  has  been  sur- 
veyed and  found  to  mvolve  but  a  moderate  expense 
for  construction. 

Suitable  passenger  and  freight  station  buildings 
have  been  provided,  and  repair  shops,  and  car  and 
engine  houses  are  in  progress. 

The  rolling  stock  consists  ot  three  1st  class  loco- 
motives, two  passenger  cars,  five  baggage  and 
house  freight  cars,  eight  platform  and  thirty-two 
gravel  cars. 

The  total  expenditure  up  to  31st  Dec.  1852  has 
been  $408,457  33. 

This  has  been  derived  from  the  following  sour- 
ces : 

Stock $361,234  35 

Bonds 128,197  61 

Road  receipts,  bills  payable,  dec 19,035  36 


Total $408,457  33 

The  whole  receipts  from  the  road  to  December 
31st,  inclusive,  were  for 

Passenger  business 12,760  00 

Freight  and  Mails 3,097  77 

Total  gross  receipts $15,858  27 

From  which  deduct  expenses 5,240  06 

And  we  have  as  nett  earnings $10,61821 

Out  of  this  amount  the  directors  have  ordered  to 
be  paid  in  stock  a  dividend  of  five  per  cent,  upon 
$187,750,  the  amount  of  full  paid  stock  applicable 
to  the  portion  of  the  road  from  Hudson  to  Akron. 

There  have  been  carried  over  the  road  36,404 
passengers,  without  accident  causing  injury  to  the 
person  of  any  one. 

The  average  receipt  from  each  passenger  is  35 
cents;  which  is  two  and  one-half  cents  from  each 
per  mile ;  the  whole  length  of  road  in  operation 
being  fourteen  miles. 

The  local  passenger  business  on  the  extended 
line  is  not  relied  on  so  confidently  as  that  to  be  ob- 


tained from  the  connections  with  the  Ohio  and 
Pennsylvania,  the  Steuhenville  and  Indianapolis, 
the  Ohio  Central  and  the  Cincinnati,  Wilmington 
and  Zanesville  roads. 

The  local  passenger  business  north  of  Millers- 
burgh is  estimated  at $90,(100 

Freight  from  agricultural  products 160,800 

Freight  from  coal  at  400  tons  per  day 60,000 

Freight  from  merchandize 23,512 

I  334,312 

Forty  per  cent,  for  expenses 133,724 

The  total  estimated  earnings  for  the  road 

north  of  Millersburgh $200,588 

When  the  road  shall  have  been  extended  from 
Millersburgh  to  Zanesville,  connecting  it  with  the 
Stf  ubenville  and  Indiana,  the  Ohio  Central,  and 
the  Cincinnati,  Wilmington  and  Zanesville  rail- 
roads, and  opening  a  communication  by  the  most 
favorable  route  between  the  Northern  thoroughfares 
to  the  Atlantic  cities  as  well  as  to  our  Northeastern 
territory  on  the  one  hand,  and  a  large  portion  of 
the  State,  embracing  some  of  its  richest  agricultu- 
ral and  mineral  lands,  with  a  present  population  ul 
420,320  on  the  other,  the  additional  amount  of 
freight  and  travel  can  not  reasonably  be  supposed 
to  fall  below  the  proportionate  increase  of  distance 
and  of  cost. 

The  estimates  of  the  several  divisions  of  the  line 
and  the  characteristics  ol  the  road  are  presented  in 
detail  in  the  report  of  the  Chief  Engineer,  Wm, 
H.  Grant,  Elsq.  The  most  favorable  line  from 
Akron  crosses  the  Ohio  Canal  about  three  miles 
southwest  of  that  place,  following  the  line  of  the 
Canal  to  the  village  of  Clinton.  From  this  point 
it  pursues  a  westerly  direction  crossing  the  Chip- 
pewa and  the  gorge  of  Red  Run,  the  latter  at  an 
elevation  of  55  feet,  and  approaching  Bristol  it  en- 
counters a  deep  cut  of  45  feel  in  extreme  depth, 
and  2,700  feet  in  length.  Passing  Bristol  about  a 
mile  south  the  road  crosses  the  summit  of  the  main 
ridge  and  proceeds  south  along  the  alluvial  ground 
at  the  source  of  the  Little  Chippewa  and  New- 
man's Creek  crossing  the  Ohio  and  Pennsylvania 
railroad  at  Orrville,  23  miles  from  Akron,  After 
passing  the  head  waters  of  Sugar  Creek  and  Apple 
Creek  it  follows  Salt  Creek  past  Fredericksburgh 
and  Lafayette,  and  from  the  latter  place  it  pursues 
the  Killbuck  valley  and  bottom  lands  to  Millets- 
burgh,  a  distance  of  47i  miles  from  Akron.  All 
the  work  is  comparatively  light  except  the  deep 
cut  at  Bristol  and  the  crossing  of  Red  Run.  In 
order  to  lighten  the  work  at  the  latter,,  the  con- 
struction of  a  trestle  bridge  of  2,300  feet  long  and 
25  feet  high,  which  can  be  erected  several  months 
sooner  than  the  entire  embankment  could  be  made, 
is  rendered  necessary. 

The  shortest  radius  used  is  1,910  feet,  the  other 
radii  vary  from  half  to  three-fourths  and  one  mile 
in  length.  Reverse  curves  not  separated  by  an  in- 
tervening straight  line  have  been  avoiJed.  The 
maximum  grade  in  the  direction  ol  the  heavy 
traffic  from  south  to  north  is  40  feet  to  ihu  mile. 

The  bridges  consist  of  one  of  50  feet  span  across 
the  Ohio  Canal.  One  of  two  spans  of  48  feet  across 
Wolf  Creek,  one  of  48  feet  across  a  high  water 
channel  of  the  Chippewa,  one  of  three  spans  of  48 
feet  across  the  main  stream,  and  three  bridges  of 
60  feet  span  across  Salt  Creek.  All  the  above  con- 
sist of  a  well  braced  truss  of  timber  cased  in  and 
protected  from  the  weather. 

A  stone  viaduct  of  two  arches  of  twenty-five  feet 
span  crosses  Apple  Creek  near  Edinburgh. 

Excellent  materials  for  ballasting  is  found  along 
the  line  of  the  road.    The  superstructure  consists 
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of  white  oak  tic«  Sj  feet  long,  six  by  8  inches 
placed  two  teet  apart  and  surmounted  by  a  x  rail 
of  58  pounds  to  the  yard. 

The  continuation  of  the  line  from  Millersburgh 
to  Zanesville  lollows  the  continuous  bottom  lands 
of  the  Killbuck  and  Muskingum.  Along  the 
former  valley  for  about  twenty  miles,  a  distance 
of  five  bridges  of  about  110  feet  span  will  be 
necessary,  and  a  tunnel  of  1,000  feet  in  length. 
The  crossing  of  the  Walhonding  will  require  a 
bridge  of  two  spaixs  of  115  feet  each,  and  one  over 
the  Walhonding  Canal  of  about  60  feet  span.  From 
this  point  it  will  follow  for  some  distance  the  Canal 
as  far  as  Roscoe.  And  hence  as  far  as  Zanesvile 
it  pursues  in  the  main  the  bottom  londs  of  the 
Muskingum  valley.  Near  Dresden  the  line  crosses 
Wakatomaka  Creek  by  a  bridge  of  100  feet  span, 
and  in  that  place  the  Dresden  branch  of  the  Ohio 
Canal  is  crossed  by  a  bridge  of  50  feet  span.  The 
highest  grades  will  not  exceed  30  feet  per  mile, 
and  these  for  short  distances  only.  A  large  portion 
of  the  line  will  be  straight  and  the  curves  with 
few  exceptions,  of  large  radius. 

The  following  is  the  general  estimate  of  the 
cost. 
Right  of  way,  inclading  depot  and  *   . 

station  grounds,  land,  damages     "      "^ 

and  fencing $130,800 

Grading,  bridging  and  masonry, 

including  ballasting  of  track, 

(IHimiles) S876,800 

Contingencies  and  engineering . .     78,000 

8954,800 

Superstructure,  including  10  per 

cent,  for  sidings ^ 944,71 1 

Depot  and  station  buildings,  and 

machinery  for  repairs 115,842 

Equipment,  (rolling  stock) 300,000 


With  this  addition  to  the  company's  meant,  the 
sum  total  with  which  to  finish  the  road  and  equip 
it,  is  made  up  as  follows,  viz :  Stock  taken  by  in- 
dividuals  813,814  00  , 

Stock    taken   by     city     ot 

Charleston 500,00000  j 

Stock  taken  by  Georgia  rail- 
road and  B.  company....  250,000  00 
Stock  taken  by  city  of  Mur- 

freesboro' 30,000  00 

SiocK  taken  by  city  of  Nash- 
ville  500,000  00 

2,093,814  00 

This  company's  30  year 
bonds,  endorsed  and  guar- 
anteed by  the  State  of 
Tennessee,  already  sold.. 675,000  00 

Yet  to  be  sold 175,00000 

850.000  00 


been  double 
these  statem 
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carrying 
company's  i 


2.446,153 
Toul  amount,  say S2,500,000 

The  following  are  the  officers  of  the  company 
for  the  year  1853. 
Prcjt<ien<— Simon  Perkins.  l.-;« 

Directors— Simoa  Perkins,  M.  W.  Henry,  J.  W. 
McMillen,  ot  Akron;  H.  A.  Miller,  of  Cuyahosa 
Falls;  James  Butler,  Henry  N.Day,  of  Hudson; 
J.  Cary,  of  Millersburgh;  H.  N.  Day,  Secretary; 
J,  W.  McMillen,  Treasurer;  James  Butler,  Gen- 
eral Superintendent;  W.  H.  Grant,  Chief  Engi- 
neer. 


Hasbville  and  Cliattanoog*  Railroad. 

riFTH  ANNUAL  REPORT 

The  directors  of  the  company  take  pleasure  in 
making  this,  their  fifth  report,  in  conformance  to 
the  charter,  showing  the  progress  of  the  work  and 
the  state  of  afiairs  of  the  cumpany. 

The  stockholders,  at  the  last  meeting,  authorised 
the  issuing  of  three  hundred  and  fifty  thousand  dol- 
lars of  Company's  bonds  at  thirty  years,  and  re- 
quested the  guarantee  and  endorsement  of  the 
State.  The  consent  of  the  Legislature  was  ob- 
tained and  authority  given  to  endorse  these  bonds, 
and  175,000  dollars  of  them  have  been  disposed  ol 
at  1050  dollars  for  each  thousand  dollars;  thirty 
dollars  on  each  bond  of  1000  dollars  of  this  fitly 
dollars  was  premium,  and  twenty  was  interest  that 
had  accrued  on  the  coupons  up  to  the  time  of  the 
sale  of  the  bonds.  The  State  required  before  they 
endorsed  175,000  dollars  of  these  bonds,  that  twenty 
five  miles  of  the  road,  in  addition  to  the  eight  al- 
ready mortgaged,  should  b^  finished  and  mortgaged, 
and  that  when  twenty  five  miles  more  was  finished 
and  mortgaged  the  Governor  should  endorse  and 
guarantee  175,000  dollars  more  of  bonds. 

The  company  have  finished  and  mortgaged  the 
first  twenty-five  miles  and  received  and  sold  the 
bonds,  as  above  stated,  and  will  have  finished  the 
next  twenty-five  miles,  entitling  them  to  the  State's 
endorsement  and  guaranty  upon  one  hundred  and 
seventy-five  thousand  dollars  more,  by  the  first  ot 
February  next  or  soon  afterwards,  depending  upon 
the  weather. 


Total £2,943,814  00 

Balance  to  complete  freight  houses,  water  tanks, 
wood  sheds  and  interest  on  bonds  amounting  in  all 
to  one  hundred  and  thirtv-six  thousand  dollars, 
which  it  is  thought  is  as  much  as  can  be  easily  re- 
alized within  the  next  six  months  from  the  229,128 
and  38  100  dollars,  made  up  as  it  is,  mostly  of  the 
fxlds  and  ends  ot  the  whole  aggregate  of  the  com 
pany's  transactions  for  four  years.  I 

This,  it  is  thought  by  your  directors,  presents  a 
most  favorable  state  ot  afiairs  at  the  closing  ot  the 
constructioD  and  equipage  of  so  important  an  enter- 
prise. 

The  outfit  of  the  company,  it  is  thought,  will,  at 
the  completion  of  the  road,  say  at  the  rnd  of  six 
months,  consist  of  15  good  locomotives,  210  cars  of 
all  kinds — passenger,  baggage,  box,  open,  gravel 
and  repairing  cars— good  brick  freight  anil  pas- 
senger houses  at  all  the  principal  stations  except 
Chattanooga — say  twelve  freight  and  passenger 
bouses,  all  good  brick  buildings — a  passenger  house 
at  Nashville,  300  by  60  feet ;  an  engine  house, 
holding  seventeen  engines;  with  woodsheds  and 
seventeen  stations,  and  water  tanks  enough  to  sup- 
ply the  utmost  demands  of  the  business  ol  the  road 
as  far  as  built. 

The  depot  grounds,  building  and  outfit,  here  es- 
'.imated,  is  more  than  the  original  estimate,  made 
by  Mr.  Thompson,  and  the  iron  is  from  5  to  25  tons 
a  mile  heavier,  and  yet  after  taking  off  interest  paid 
to  stockholders  and  loss  in  collecting,  we  find  the 
road  will  cost  less  with  this  heavier  iron  and  great- 
er outfit  than  Mr.  Thompson's  estimate,  at  which 
(be  stock  was  taken,  330,000.  Mr.  Thompson's 
estimate  was  S3, 130,000— actual  cost  S2,800,000 

The  income  of  the  company  has  now  reached  to 
five  hundred  dollars  per  day,  and  when  the  road  is 
tinished  to  Stevenson,  which  will  be  probably  by 
[he  20ih  of  December,  and  certainly  this  year,  it  is 
(bought  it  will  go  up  to  700  dollars  a  day,  and  900 
dollars  a  day  when  finished  to  the  Tennessee  river 
which  will  be  soon  after  the  1st  of  February  next 
with  reasonable  weather. 

The  directors  hope  to  be  able  to  divide  two  or 
three  per  cent,  out  of  the  profits  of  the  last  half  of 
the  year  1853,  and  will,  they  thiuk,  if  the  demands 
of  trade  do  not  make  it  necessary  to  add  materially 
to  the  machinery  of  the  company,  which  already  is 
as  large  as  it  was  thought  they  could  get  along 
with  until  the  road  was  finished,  but  the  business 
is  larger  than  was  expected,  and  may  continue  to 
exceed  their  calculations,  in  which  case  it  will  be 
the  duty  of  the  directors  and  the  interest  of  the  com- 
pany to  buy  additional  machinery,  and  consume 
the  profits  for  the  whole  year.  In  the  latter  case 
the  road  will  be  in  a  better  condition  to  make  good 
dividends  in  the  following  year,  1854. 

It  will  be  seen  from  the  report  of  Mr.  James  H. 
Grant,  Chief  Engineer  of  the  company,  that  the 
road  will  most  probably  be  finished  withm  the  nexi 
six  months.     In  this  opinion  the  board  concur. 

Of  the  balance  of  305,340  and  98-100  dollars, 
stated  by  Mr.  Grant  as  necessary  to  pay  for  the 
grading,  bridging,  back  money  on  contracts,  etc., 
etc.,  there  is  already  paid  in  advance  over  S30,000 
of  the  back  money.  So  that  the  amount  actually 
to  be  paid  to  finish  the  whole  road  and  unite  the 
tracts  is  less  than  8175,000. 

The  directors  have  every  confidence  in  the  busi- 
ness of  the  road  paying  a  good  interest  on  the 
stock. 


The  rise  i  i  lands  and  town  lots  near  the  road  bw 
the  cost  of  the  whole  road.    In  vie  w  of 
;nts  it  is  hoped  that  so  far  the  road  ha* 
met  the  expebtafions  of  its  early  friends. 

The  stockholders  owe  much  to  their  late  Treas- 
urer, Mr.  0>  Ewing.  whose  ibdustry,  ability  and 
vigilance  wis  always  equal  to  h:8  arduous  dune* 
as  Treasure-  and  a  member  of  the  executive  com- 
mittee. ,  >  _ 
It  will  be  seen  from  the  Superintendent  s  report, 
here  annexe!,  that  of  the  66,7l6  and  21-100  dollars 
made  by  thelroad  the  past  fiscall  year,  twenty- eigW 
thousand,  ei^ht  hundred  and  forty-nine  and  6l-«W 
dollars  have  been  paid  ©ut  in  equipping  and  build- 
ing the  roadl  and  ihirty-»even  thousand,  eight  hun- 
dred and  siity-sii  and  60-100  dollars  expended  in 
thi  iron  and  timber  forward  and  other 
rvice  necessary  in  building  the  road. 
The  diredtors  feel  that  it  ih  due  to  «ay  to  the 
stockholders^that  the  successful  prosecution  of  their 
work  has  Men  greatly  promoted  by  the  industiy, 
ability,  and  harmony  of  the  officers  in  charge  of  the 
diflTerent  depferlments  in  the  coastruciing  and  work- 
ing of  the  roid. 
All  of  which  is  most  respectfully  submitted. 

V.  K.  Stevenson,  President. 
Nashville  Dec.  14,  1852. 

The  report  of  the  Chief  Bngineer,  James  H. 
Grant,  Esq.J  describes  in  detail  the  progress  of  the 
construction.  This  has  been  retarded  by  sickness 
among  the  laborers,  the  unusual  rains  of  the  last 
fall  and  thejphysical  obstacles  encountered  in  the 
crossing  of  l^e  Cumberland  mountains. 

The  worl^  has  advanced  so  that  the  Tennessee 
river  was  t<i  have  been  reached  about  the    15th  of 
February.     The  graduation  On  the  Chattanooga 
division  is  cpmpleted  with  the  exception  of  several 
bridges  and  I  the  cuts  at  the  summit  on  Rackooa 
mountain  aid  its  vicinity.    The  super^ructure  ia 
r  7  miles  from  uhattanooga,  and  the 
ilivered  for  about  12  miles  more.    Al- 
ack to  progress  at  the  rate  of  a  mile  a 
ackoun  mountaibi  is  passed,  and  a  mile 
bseqnently,  and  (rains  will  reach  the 
Tennessee  ijiver  by  the  1st  of  |une  next. 

The  masonry  for  the  portion  of  the  bridge  over 
the  Tennes^e  west  of  Long  Island,  is  completed. 
Three  piers  are  in  progress  in  the  narrow  channel 
leaving  but  two  to  be  commented.  The  iron  work 
is  nearly  all  delivered  and  about  half  the  timber 
for  the  brid^.  A  draw,  leavipg  a  clear, span  of  65 
feet  for  steatnlwats  has  been  ondered  to  be  constnict* 
ed  in  this  bridge. 

The  aggregate  of  expenses  up  to  Ist  December, 
1852,  as  far  |is  the  engincerinf 
cemed,  has  been  :  j  I 

Graduation  end  bri(%ing  .... 

Superstructsre - 

Depot  buildings,  etc , 

Rolling  sto<tk J 

Platforms,  s^eds,  tolls,  etc... 
Engineering! ., 


completed 
cross  ties  de 
lowing  the 
week  until 
and  a  half  i 


departmeot  arecon- 


#1,208,970  61 

893,530  37 

64,309  63 

96  214  47 

.  i  31  073  54 
71,146  16 


Total  piid .'J 82,355,244  78 

leaving  a  bi  lance  of  $205,340  98  to  complete  the 
work.  j  t  ■ 

The  buii  less  operations  of'  the  current  year  as 
reported  by  the  Superintendeoi  for  the  year  ending 
30ih  Noveober,  are: 
For  passenjers 


Freight. 


Expenses 


Net  pre  fits 
The  estima(e4cost  of  transposing  ma- 

terials  tot,  the  road 
Fuel l...^ 


Total 
The  roUj 


et  earnings 

ig  stock  consists  ^f  7 


.  865.819  5t 
40  912  74 

8106,732  25 
.   77,882  64 


898,849  61 

37,866  60 
2,136  10 


868,852  31 

locomotives— 4 


1 


I. 


iVfjiaiuif  pyi. 
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pawenger  «nd  94  baggage,  freight  and  plaiform 
cars. 

At  the  annual  meeting  the  following  gentlemen 

were  elected  directors : 

^  Vernon  K.  SteTenson,  Alexander  Allison,  Samu- 

^el  D.  Morgan,  Jno.  M.  Bass,  J.  B.  Knowlcs,  Fran- 

\  cis  B.  Fogg  and  Andrew  Ewinp,  ot  Davidson  Co. ; 

Lewis  Garner  and  William  Spence  of  Rutherford 

county;  Jeremiah  Cleveland  and  Jno.  T.  Neil,  ol 

Bedford  county;    Peter  S.  Decherd,  of  Franklin 

county;   and  James  A.  Whiteside,  of  Hamilton 

county. 


/ 


American   Railroad  Jonmal. 

m     ■ — — — . . 

Saturday,  February  36,  1853. 


Railway  Bxhiblto. 

In  the  administration  of  the  railways  in  this 
country,  one  of  the  most  important  detects  is  the 
want  of  full  and  lucid  exhibits,  showing  their  con- 
dition and  management.  The  necessity  and  im 
portance  of  such  exhibits  will  be  readily  admitted 
by  all,  when  the  immense  amount  of  capital  in- 
vested in  these  enterprizes  is  taken  into  considera- 
tion. The  cost  of  our  railways  when  those  in  pro- 
gress shall  be  completed,  will  probably  exceed 
3700,000,000.  By  far  the  greater  number  ol  the 
companies  are  not  required  to  make  any  returns  of 
Iheir  doin«s  lo  their  respective  legislatures.  We 
are  therefore  compelled  to  rely  upon  their  reports 
voluntarily  made  for  a  knowledge  of  their  affairs. 
Where  reports  are  made  to  the  Legislature,  they 
are  frequently  stated  in  such  a  manner  as  to  con- 
fuse, rather  than  enlighten  the  public,  as  ij  the 
case  with  the  returns  of  the  Erie  railroad  instan- 
ced the  past  week.  What  we  want,  and  what  the 
public  should  demand,  is,  that  every  company 
should  annually  and  upon  the  payment  of  every 
dividend,  present  such  a  statement  of  the  .condi- 
tion ot  its  affairs,  as  shall  enable  its  stockholders 
and  the  public  to  form  an  accurate  opinion  of  its 
condition,  management,  and  future  prospects,  etc.. 
of  their  property.  Si'ch  reports  we  must  have,  and 
such  we,  for  one,  shall  insist  upon. 

The  report  of  the  President  of  a  company  is  of 
little  value  in  itself.  At  best  it  is  based  entirely 
upon  representations  made  to  him  by  the  several 
departments  in  the  management  of  the  road. 
These  departments  are,  or  should  be  as  independent 
of  the  President  as  he  is  of  them.  The  former  by 
virtue  of  his  office,  has  nothing  to  do  with  the  de- 
partments of  treasurer,  engineer,  or  superintend- 
ent. What  he  tells  us  about  either,  has  no  value 
unless  appropriately  vouched.  When  a.  road  is 
under  construction,  we  look  to  the  report  of  the  en 
gineer  for  a  statement  of  its  cosl.  His  report  pro- 
perly prepared  not  only  shows  this,  but  gives  the 
data  upon  which  his  estimate  is  based ;  saihat 
should  he  err  in  bis  judgment,  he  furnishes  the 
proper  evidence  lor  the  correction  of  his  mistakes. 
So  too  with  the  Fuperintendent.  '*  It  is  to  his  report 
that  we  look  for  a  statement  of  the  operations  of 
the  road,  the  amount  and  condition  of  the  rolling 
stock,  etc.,  etc.  The  reports  of  these  officers  are 
not  only  indispensible  in  showing  the  exact  slate  ol 
a  company's  affairs,  but  when  regularly  made,  they 
serve  as  a  most  wholesome  check  upon  imprudent 
and  unfaithful  service.  Where  it  is  understo  d 
that  an  officer  of  a  road  will  be  called  upon  to  re- 
port annually  the  condition  of  matters  under  his 
charge,  he  will  be  vrry  careful  that  his  report  shall 
reflect  credit  upon  himself,  which  can  only  happen 
when  his  duties  have  been  well  performed.  Where 


on  the  other  hand  no  such  report  is  expected,  it  is 
inevitable  that  indolence,  inattention  to  duty,  and 
finally,  that  insubordination  should  be  the  result. 

A^ain,  where  reports  are  made  by  the  several 
departments  in  the  management  of  a  road  to  the 
directors,  these  should  always  be  published  as  the 
directors  may,  and  very  often  do,  entertain  very  er- 
roneous ideas  as  to  the  proper  management  of  a 
road.  The  publication  of  such  management  will 
be  likely  to  provoke  argument  and  discussion, 
which  in  the  end  will  result  in  indicating  the  true 
policy  to  be  pursued.  Directors  should  always 
court  the  public  censure  upon  their  acts,  and  should 
always  stand  ready  to  adopt  any  useful  hints  and 
suggestions  which  such  censure  may  call  forth. 

A  dividend  too,  should  always  be  accompanied 
by  a  statement  showing  it  to  have  been  earned,  and 
to  have  been  properly  paid.  It  may  turn  out  that  it 
hasTut  been  earned  when  declared.  It  may  be  un- 
wise ana  imprudent  policy  to  declare  one  \*  hen 
apparently  earned,  but  when  the  money  is  needed 
for  construction.  In  such  case  it  may  be  the  better 
policy  to  apply  such  apparent  surplus  in  the  liqui- 
dation of  existing  debts,  which  often  cannot  be 
carried  unless  hy  the  payments  of  high  rates  of  in- 
terest. 

We  have  oily  time  to  allude  to  this  subject  in 
our  present  number, — we  shall  follow  up  this  mat- 
ter in  our  next  issue,  in  which  we  shall  give  sam- 
ples of  some  of  the  best  and  most  complete  re- 
ports, published  by  our  best  managed  roads.  In  the 
mean  time  we  solicit  the  co-operation  of  capital- 
ists, and  of  all  parties  interested  in  railroads,  and 
who  wish  to  know  the  value  of  what  they  have, 
and  what  they  are  purchasing,  in  our  endeavors  to 
accomplish  this  most  needful  of  all  reforms — full 
lucid  and  circumstantial  reports  from  all  our  rail- 
road companies. 


Ncvr  Railroad  Car  Worka  at  BuiTalo. 

By  an  advertisement  in  another  column,  it  will 
be  seen  that  an  establishment  for  making  railroad 
cars  is  about  lo  go  into  operation  at  Buffalo,  the 
proprietors  of  which  are  Messrs.  Townsend  &  Coil. 
These  gentlemen  slate  in  their  circular,  that  "  their 
works  are  intended  to  comprise  all  of  the  improve- 
ments and  conveniences  known  to  the  business, 
and  will  be  ready  for  operation  by  the  15th  of  May 
next." 

"The  commanding  location  of  their  establish- 
ment, the  nature  and  extent  of  their  facilities  and 
business  arrangements,  added  to  their  determi- 
nation 10  excel  in  the  execution  of  their  work,  will, 
as  they  believe,  entitle  them  to  an  equitable  share 
of  the  business." 

"  A  track  from  the  works  will  connect  with  the 
Buffalo  and  Lockport  railroad,  and  with  Lake  Erie 
ana  the  Erie  canal,  thus  enabling  them  to  forward 
cars  to  any  desired  point.'' 

As  above  stated,  the  location  of  these  works  is  ex- 
ceedingly favorable  for  forwarding  cars  to  almost 
any  portion  of  the  United  States  and  Canada. 

Stoek  and  Money  Marketa 

Since  our  last  issue  both  the  stock  and  mocey 
markets  have  been  in  an  uneasy  state,  with  a  con- 
siderable fluctuation  in  the  latter.  Money  has 
been  more  in  demand,  but  the  stringency  is  princi- 
pally confined  to  operations  in  Wall  street.  The 
demand  is  owing  chiefly  to  the  fact,  that  an  increas- 
ing distrust  is  felt  toward  the  innumerable  fancies 
now  crowded  into  the  market,  which  causes  the 
loans  based  upon  them  to  be  called  in.  To  this 
cause  is  mainly  attributed  the  decline  of  prices  the 


past  week.  Money  for  all  legitimate  purposes  is 
sufficiently  abundant.  The  '>ants  of  the  mercan- 
tile classes  and  railroad  companies  are  liberally 
supplied. 

It  cavnot  be  denied,  however,  that  during  the 
past  fortnight  there  has  been  considerable  appre- 
hension of  a  more  stringent  money  market  for  some 
time  to  come,  which  has  led  many  parlies  lo  cur- 
tail their  operations  somewhat.  Others  are  forced 
from  necessity  to  do  the  same.  Speculation  in 
stocks  has  received  a  check  which  we  should  not  be 
sorry  to  see  extended  to  operations  in  real  estate. — 
We  regard  this  check  as  a  very  favorable  indica- 
tion that  the  public  mind  is  in  a  sound  state,  and 
that  it  only  needs  that  the  threatened  evils  should 
be  pointed  out,  lo  secure  the  application  of  the  neces- 
sary correctives.  We  have  been  going  on  at  a 
rapid  rate  for  some  time  past,  and  it  is  now  a  good 
time  to  pause,  to  look  around,  and  see  bow  we 
stand. 

As  far  as  the  railroads  are  concerned,  we  believe 
this  interest  to  be  in  the  aggregate  in  a  healthy 
condflion.  Still  the  need  of  caution  becomes  great- 
er every  day.  So  long  as  the  success  of  these  en- 
terprizes  was  looked  upon  as  problematical,  we  felt 
ourselves  called  upon  to  devote  a  considerable  por- 
tion of  the  Journal  to  the  elucidation  of  the  objects 
and  uses  of  railroads,  and  to  show  their  probable  pro- 
ductiveness as  investments  of  capital.  All  these 
propositions  are  now  generally  admitted.  The  re- 
sult of  the  operations  of  our  roads  has  demonstrat- 
ed their  correctness.  Railroads  are  now  received 
into  universal  favor,  and  their  stocks  and  securities 
are  the  most  attractive  objects  to  capitalists  and  the 
public.  .  ,.  -il    :,  ^.',    ■        ^^  ,-^.,>  -,■ 

Confidence  having  been  secured  lo  these  works, 
the  real  danger  to  the  community  has  just  com- 
m*^nced.  Because  most  of  our  roads  have  turned 
out  well,  we  are  in  danger  of  acting  upon  the  con- 
viction that  all  proposed  will  be  equally  fortunate. 
Acting  upon  this  idea,  projects  are  now  being  got 
up  and  pressed  upon  the  public  attention,  the  object  of 
which  is  not  the  completion  of  the  proposed  work, 
but  lo  imp>ose  upon  the  public  a  large  quantity  of 
stocks  and  securities,  that  have  no  real  basis.  Tne 
counterfeit  always  follows  in  the  steps  of  the  true; 
and  the  reputation  acquired  by  one  project  or  class 
of  projects,  is  sure  to  be  made  use  of  to  give  cur- 
rency lo  others.  There  can  be  no  doubt  that  such 
will  be  the  case  with  our  railroads;  and  hence  the 
necessity  of  greater  caution,  and  greater  scrutiny 
into  the  standing,  condition  and  management  of 
companies.  As  far  as  these  matters  are  concerned, 
the  public  should  insist  upon  full,  lucid  and  de- 
tailed statements  of  affairs  not  only  annually,  but 
upon  the  payment  of  all  dividends. 

While  our  railroad  system  is  in  a  healthy  slate, 
there  can  be  no  doubt  these  works  indirectly  promote 
a  speculative  feeling.  They  add,  in  an  extraor- 
dinary degree,  to  the  wealth  and  resource>  of  the 
country,  and  to  the  business  of  the  place^  which 
become  their  termini.  The  condition  of  things  in 
the  city  of  New  York  furnishes  a  good  illustration 
of  the  correctness  of  the  above  statement.  New 
York,  thus  far,  is  the  city  that  has  most  profited  by 
the  construction  of  railroads  throughout  the  coun- 
try. It  is  the  great  market  for  its  products.  It  is 
the  terminus  of  more  important  lines  than  any 
other  city.  The  result  is  that  our  merchants, 
manufacturers,  and  in  fact,  all  classes,  find  their 
business  double  what  it  was  a  year  or  two  since. 
This  extraordinary  increase,  beyond  all  precedent 
or  expectation,  is  producing  the  result  that  might 
have  been  anticipated.    It  is  exciting  our  people 
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to  extravasrance,  to  speculation,  and,  in  fact,  to  all 
the  consequences  that  follow  an  extraordinary  de- 
gree of  real  or  supposed  prosperity.  The  prices  of 
real  estate  have  risen  to  an  extravagant  height, 
and  most  kinds  of  merchandise  sympathise  with 
the  upward  movement  "of  real  property,  rents,  etc. 
It  is  in  the  manner  pointed  out,  that  railroads  ex- 
cite speculation,  but  the  evils  indicated  are  such  as 
are  always  sure  to  result  from  an  extraordinary 
degree  of  prosperity  in  any  department  of  business. 
It  is  this  tendency  which  has  been  manifested, 
where  there  has  been  a  sudden  and  large  accumu- 
lation of  railroads,  that  we  desire  to  see  checked. 
In  other  particulars,  we  believe  the  public  .senti- 
ment as  well  as  the  business  of  the  country,  to  be 
in  a  sound  state. 

Although  we  are  apparently  investing  so  much 
in  railroads,  yet,  when  we  take  into  consideration 
the  low  cost  at  which  they  are  built,  the  immense 
wealth  and  resources  of  the  country,  and  the  slight 
burdens  that  the  general  and  stale  governments  im- 
pose upon  our  people — the  money  that  these  works 
absorb,  is  but  trifling,  compared  with  what  the 
leading  European  governments  annually  waste 
upon  their  civil  and  military  establishments.  The 
actual  expenses  of  our  general  government  will 
not  exceed  S35.000,000;  those  ot  Great  Britain 
amount  to  S250,000,000— all,  or  a  grpater  part  of 
which,  is  bst,  as  far  as  the  question  of  reproduction 
or  investment  is  concerned.  Yet  this  vast  annual 
expenditure  excites  neither  alarm  nor  distrust. 
Why,  then,  should  the  expenditure  ol  one-third 
this  sum  in  usefvl  enterprises,  by  a  nation  having 
nearly  the  same  number  of  people,  possessing 
vastly  greater  naturdl  resources  'i?  When  properly 
viewed,  it  will  not.  Although  the  high  rates  which 
we  are  paying  lor  money,  attract  a  good  deal  of 
capital  from  abroad,  yet  by  far  the  greater  amount 
of  money  that  goes  into  any  road,  is  furnished  by 
oar  own  people,  affording  convincing  proof  of  the 
cor^fidence  felt  in  these  works  at  home,  and  the 
ability  of  our  people  to  construct  them. 

One  of  the  most  serious  evils  felt  in  Wall  street 
at  the  present  time,  is  the  great  numher  of  new  and 
worthless  fancies  that  are  constantly  being  intro- 
duced, such  as  coal,  mining,  land  and  other  stocks ; 
the  very  fact  of  their  introduction  upon  the  stock 
board  proves  their  worthlessness.  What  is  good  is 
reserved  for  private  enterprise.  It  is  only  such 
schemes  as  are  good  for  nothing,  that  arc  forced 
upon  the  public.  The  only  check  to  such  gambling 
is  a  stringent  money  market,  and  we  are  not  sorry 
to  see  this  check  occasionally  applied. 

The  receipts  of  the  Harlem  railroad  company 
for  January  show  a  very  large  gain  over  January 
of  last  year.  A  considerable  portion  of  this  in- 
crease is  in  through  freight,  which  is  taken  over 
the  branch  at  Morrisiana  to  the  East  river,  and 
brought  to  the  lower  part  of  the  city  by  the  People's 
line  of  boats.    The  figures  are  :       ^      ^ '\ 

January,  1853 873,792  66 

1853.. 45,949  55 


Increase— 60  per  cent £27,843  1 1 

The  earnings  of  the  Macon  and  Western  rail- 
road company  in  Jan.  1853,  were: 

Passengers S9,815  37 

Mail 1^080  04 

Freight 18,341  27 


Total $29,236  t 

Corresponding  month  '.ast  year 25,783  i 


Increase,  ISJ  per  cent 83,453  48 

The  receipts  for  freight  and  passengers  trans- 


ported on  the  Pennsylvania  railroad,  for  the  mocth 

ending  January  31,  1853,  were $233,536  26 

Same  period  in  1852 9*2,172  50 


Increase S141.363  76 

The  earnings  of  the  Galena  and  Chicago  rail- 
road for  the  month  of  January  are  as  follows: 

Freight ....820,895  35 

Passengers 1 1 ,010  29 


Mails. 


766  67 


Increase 32,672  31 

The  earnings  ul  the  Michigan   Central  for  the 
first  two  weeks  in  Jan.,  1853,  compare  as  follows  : 

Freight.     Passengers.     Total. 
Two  weeks,  '53.  .87  924  77    88,263  18    816,187  95 
Twoweeks"52..    5,042  27      5,695  63      10,738  20 


Increase 82,882  50  82.566  55      85,449  06 

The  bids  at  Baltimore,  on  Saturday,  for  8500.000 
bonds  of  the  York  and  Cumberland  railroad,  guar- 
anteed by  the  city  of  Baltimore,  were  as  annexed. 
Bids  were  received  to  the  amount  of  about 
83,000,000. 

Z.  Barnum  &,  R.W.  Magraw  $100,000  at  101.01 

J.Lee  &,Co..l 500.000  at  100.25 

W.  A.Stebbins 500,000  at  100.01 

R,  D.  Gaither 10,000  at  101  05 

Z.  Barnum 50,000  at  100.50 

T.  Scott&Son 5,000  at  101,05 

T,  Scott  &  Son 5,000  at  101,05 

T.  Scott  &  Son 5,000  at  101,00 

T.  Scott  &  Son 5,000  at  10050 

T.  Scott  &  Son 10,000  at  100.25 

T.  Scott  &  Son b.OOO  at  100.37i 

T.  Scott  &  Son 5,000  at  100.20 

Gittings,  Donaldson  &  Graham 

500,000  at  102.66  to  103,07 

Green  way  &  Co 500,000  at  103.53 

Eutaw  Savings  Bank. 46,000  at  101.75  and  102.03 
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GOVERNMENT  AND  STATE  SECURITIES 

U.  S.  5's,  1853 lOOj 

U.S.  68,1856 107{ 

U.S.6's,  1MO--6 ^, .115 

U.  S.  6's,  1862— coupon 115 

U.  S.  6's,  1867 120 

U.S.  6's,  1868 120 

U.  S.  6's.  1868— coupon 120i 

Indiana  5's lOli 

Indiana  2| 57 

"      Canalloan6's 96 

"      Canal  preferred  5's 37 

Alabama  5's 98 

Illinois  6's,  1847 94 

Illinois  6's — interest -62l 

Keptucky  6's,  1871 llOj 

Maryland  6'8 110* 

New  York  6's,  1854-5 108 

New  York  6's,  18t  0-'61-'62 117 

New  York  6's,  1864-'65 1^ 

New  York  6's,  4  v.,  1866 120 

New  York  5t's,  r860-'61 Ill 

New  York  5i's,  1865 112 

New  York  5's,  1854-55 106 

New  York  5's,  l858-'60-'62 108 

New  York  5's,  1866 113 

New  York  4j's,  l858-'59  '64..-. 101 

Canal  certificates,  6's,  1861 

Ohio  6's,  1856 J ,  104| 

Ohio6's,  18C0 109* 

Ohio  6's,  1870 116* 

Ohio  6's,  1875 ;..... Il7i 

Ohio5's,  1865 'loe* 

OhioTs,  1851 'lOSj 

Pennsylvania  5's "'  ggi 

Pennsylvania  6's,  l847,-'53... ...V.lOl 

Pennsylvania  6's,  1879 ,',    99j 

Tennessee  5's... ,..."  \\\\    95^ 

Tennessee  6's,  1880 ."  108» 

Virginia  6's,  1886 *110| 


CltY  SECURITIES— BONDS. 

Brooklyn  6'i w.L... 105 

Albany  6's,  1871-1881 107i 

Cincinnati  Cs / 103* 

St.  Louis lOU 

Louisville  6's  1880 w....   »8| 

Pittsburg  6' I,  1S69-1871 102* 

New  York"  "s,  1857 108 

New  York  l.'s,  1858-'60 101| 

New  York  i's,  l870-'75 104 

New  York  J  s  1890 104* 

Fire  loan  5  >.  1886 

PhiladelDhi  1  6's,  1876-'90.  ..X   107' 

Baltimore  1  =i70-'9O 109i 

Boston  5's., 102 


lUlLROAD  BONDS 

Erie  tst  mof'.gh^e,  7's,  1867 


Erie  2d  moi|tga^e,  7's,  185941. ...' ] »10| 

Erieincoma  Ts,  1855... ..%:  , '. ...  98* 

Erie  convertible  bonds,  7's,  1871 , 98| 

Hudson  Riei  1st  mort.,  7's,  1869 i.  ....105 

Hudson  Ri\er2dmort.,  7's,  U«0 .': 98| 


New  York  md  New  Haven.7s,  1861 

Reading  6':.    1870 

Reading  mortgage,  6's,  1860, 
Michigan  ( ientral.  convertible,  8's,  1860 
Michigan  fcouthfrn,  7's,  1860 
Cleveland.  Ool.  aid  Cin.  Ts,  11859 

Cleveland  i  nd  Pittsburg  7's,  1^60 l©2 

Ohio  and  Psimsytvania  7's,  1 J65 109 

Oliio  Central  7's.  1861 [ 98 
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11* 


105J 
92| 
961 

111 

102i 

123 


Albany  and  Schenectady. ... 
Boston  and  Maine 
Boston  and  Lowell 
Boston  and  Worcester 
Boston  and  Providence 
Baltimore  <  nd  Ohio 
Baltimore  <  ud  Susquehanua . 
Cleveland  ind  Columbus 
Columbus  and  Xenia 
Camden  and  Amboy 
Delaware  a  nd  Hudson  (cani^^ 
Eastern 

Erie rss. 

Fall  River.. f 
Fitchburgh 
Greorgia 

Greorgia  Central 
Harlem 

J  referred 
aid  New  Haven 
Housatonic  (preferred) 
Hudson  Riyer 
Little  Miai 
Long  Island 
Mad  River  I 
Madison  ar 
Michigan 
Michigan 


Indianapolis . . . 

entral < 

louthem 

New  York  knd  New  Haven  . 

New  Jerseyl 

Nashua  an4  Lowell 

New  Bedford  and  Taunton,'. 


Feb.  17. 

..114 

..106 

..105i 

.103* 

..  88| 

..  89 

..  31 

..125i 


150 
130 
96* 
90* 
104* 
102 


.  68* 

.115 

.121 

.  35 

.  66* 

.118* 

.  38 

.   99 

.104 

.107* 

.126 

.lJ2i 

.129 


Norwich  ai 

Ogdensbur 

Pennsylvat 

Philadelphi 

Petersburg 

Richmond 

Richmond 


Worcester. 

h 

a 


i,Wilm'fftc 


117 

52* 
27* 
50 

B^lt.  40 


id  Syracuse , 


nd  Predericksburt..I05 
nd  Petersburg..."..  35 

Readmg...L 90 

Rochester  e^'^  ° ^ 

StoningtoD 

South  Carolina 

Syracuse  and  Utica 

Taunton  Branch 

Utica  and  Schenectady 

Vermont  Central 

Vermont  arid  Massachusetts ,\.. 

Virginia  Central 

Western 

Wilmingto^  and  Raleigh 


Our  res 
variety  of  ] 


129 
57 
122| 
140 
115 
156 
20* 

40 

100  jt 

57i 


Feb.  34. 

115 

105 

106 

103 
89i 
90| 
34 

125 

150 
130 

98 
88* 

105 

102 


66 
115 
129 

35 

66* 
IkO 

3^* 

09 
105 
107 
124* 
111 
132 

117 
51* 
27 
49i 
494 

I0i» 
35 
89{ 

ISO 
56| 

I32f 

140 

115 

149 
20* 
19 
40 

101* 
57* 
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Sunbury  and  Erie  Railroad. — The  annual  meet- 
ing of  this  company  was  held  at  Philadelphia  on 
the  14lh  inst ,  when  the  report  of  the  presideat, 
Christopher  Fallon,  Esq.,  was  submitted  and  adopt- 
ed,  together  with  a  resolution  that  the  capital  stock 
be  increased  to  S6,000,000. 

The  report,  after  giving  a  brief  history  of  the 
action  of  the  city  councils  of  Philadelphia,  in  re- 
ference to  the  road,  announces  the  fact  that  com- 
mittces  of  investigation  were  appointed  t«  examine 
the  subject,  and  that  on  their  report,  the  councils 
by  a  large  majority  passed  an  ordinance,  author- 
izing a  subscription  of  $2,000,000,  in  the  stock  of 
the  company,  in  sums  of  $1,000,000  each,  upon 
the  like  subscriptiou  bein^g  made  by  other  parties. 

By  the  act  of  1837,  incorporating  the  company, 
the  capital  is  limited  to  ^,060,000,  with  liberty  to 
the  stockholders,  by  a  vote,  to  increase  the  same  to 
$6,000,000.     Such  increase  is  now  recommended. 

The  western  terminus  of  the  road,  Erie,  is  con- 
udered  the  best  on  the  lake  for  the  transaction  of 
large  and  heavy  business.  The  city  of  Erie  has 
agreed  to  convey  to  the^  company  ample  water 
accommodations  for  making  piers.  Erie,  it  is  be- 
lieved, will  thus  become  the  depot  ior  a  large 
amount  of  coal  to  be  carried  over  the  toad.  Satis- 
factory arrangements  have  been  made  with  the 
Franklin  Canal  Company,  owning  apqrtion  of  the 
Lake  Shore  line,  securing  to  the  Sunbury  and  Erie 
a  fair  and  open  competition  with  rival  lines. 

The  proper  easterns  terminus  of  ihe  road  may  be 
said  to  be  Philadelphia,  while  the  actual  terminus 
is  Sunbury.  From  this  latter  point  the  l*hiladel- 
phia  and  Sunbury  riilroad,  teiminating  in  the 
Reading,  and  the  Susquekanna  railroad,  connect- 
ing, at  Harrisburgh,  w^tb  the  Pennsylvaoia  rail- 
road, give  a  choice  of  routes  to  Philadelphia. 

The  increased  trade  thrown  on  the  Reading  road 
will  probably  induce  that  company  to  provide  new 
tracks,  to  be  laid  in  time  for  the  completion  of  the 
Sunbury  and  Erie  road.  Another  route  to  reach 
Philadelphia  will  be  by  a  branch  of  the  Easton  and 
Water  Gap  road  to  AUentown,  where  connection 
will  be  made  with  a  road,  which  may  be  con^dered 
an  extension  ot  the  Catawissa  and  Williamsport 
road.  The  company  have,  likewise,  the  right  to 
extend  from  Sunbury  to  the  valley  of  the  Schuyl- 
kill, forming  there  connections  with  roads  termi- 
nating at  Philadelphia ;  or,  io  case  of  the  failure 
of  the  Susquehanna  railroad  company  to  construct 
their  road,  to  extend  so  as  to  unite  with  th$^enn- 
sylvania  road  near  Harrisburgh.  < 

While  considering  the  main  object  of  the  road — 
to  secure  the  prosperity  of  the  metropolis  of  Penn- 
sylvania and  iu  lake  city — the  report  urges  that 
thia  road,  with  the  Catawissa  and  roads  termina- 
ting at  Easton,  will  present  the  shortest  and  most 
desirable  route  from  the  lakes  to  New-York.  A 
line  of  road  leading  from  Springfield,  Mass.,  to 
Williamsport,  Penn.,  will  make  this  on  the  shortest 
line  between  Boston  and  Lake  Erie.  By  the  Sus- 
quehanna road,  Baltimore  is  placed  in  the  same 
relation  with  the  lake. 

Resting,  as  the  road  does,  by  means  of  its 
connections,  on  these  four  great  cities,  and  having 
similar  advantages  in  the  west,  and  possessing, 
moreover,  an  advantage  peculiar  to  itself,  perhaps, 
in  the  means  for  a  large  return  freight  in  the  shape 
of  coal,  it  will  require  nothing  but  a  liberal  and 
enlightened  policy  to  give  the  road  that  preemi- 
nence to  which  its  position  so  justly  entitles  it. 

The  policy  of  not  commencing  the  construction 
until  a  subscription  was  procured  adequate  to  com- 


plete the  road,  has  been  in  some  measure  departed 
from.  It  was  understood  that  the  Catawissa  com- 
pany had  given  instructions  to  survey  a  route  from 
Catawissa  to  Williamsport,  and  that  certain  par- 
ties were  in  treaty  for  the  purchase  of  the  charter 
of  the  road  leading  from  Mauch  Chunk  to  Eiaston, 
and,  in  connection  with  others,  were  endeavoring 
to  secure  the  means  of  controlling  the  affairs  of 
this  company.  Had  this  design  succeeded,  it  is 
easy  to  see  how  disastrous  the  consequences  would 
have  been  to  Philadelphia,  in  thus  making  it  the 
interest  of  the  owners  of  the  road,  between  Mauch 
Chunk  and  Easton,  to  discriminate  in  favor  of  trade 
and  travel  passing  by  the  point  of  divergence  to 
Philadelphia,  and  going  over  their  road  on  its  way 
to  New  York.  To  defeat  this  object,  a  contract 
was  made  with  the  Messrs.  Moorhead,  to  proceed 
at  once  to  construct  the  road  from  Sunbury  to 
Williamsport,  and  the  fulfilment  of  the  contract  on 
the  part  of  the  company  was  guaranteed  by  four 
members  of  the  board ;  and  at  the  same  time  it  was 
proposed  to  the  Catawissa  company,  to  connect 
with  the  Sunbury  and  Erie  road,  at  or  near  Milton, 
a  few  miles  above  Northumberland.  The  effect 
of  this  course  has  been  all  that  was  desired.  The 
Catawissa  company  will,  it  is  believed,  connect  at 
Milton,  and  thus  the  entire  freedom  from  discrim- 
inations, to  the  prejudice  of  Philadelphia,  will  be 
forever  effectually  secured. 

The  following  is  the  board  of  directors  chosen 
by  the  stockholders: 

Pr«k/e?i^— Christopher  Fallon. 

Managers— C\i&T\ts  Lennig,  John  Tucker,  Hen- 
ry Duhring,  John  Rice,  Philip  M.  Price,  James  D. 
Wbetham,  John  F.  Cowan,  James  L.  Gillis,  David 
K.  Jackman,  John  Galbraith,  Morrow  B.  Lowry, 
James  Miles. 

PeiuuiylTaBla  • 

Erie  and  North  East  Railroad. — The  first  an- 
nual report  of  the  directors  of  this  company  to  the 
stockholders,  dated  18th  January,  1853,  has  been 
received.  This  road  is  about  20  miles  in  length, 
commencing  at  Erie,  Pennsylvania,  and  running 
to  ihe  State  line  of  New  York,  and  is  a  link  in  the 
South  Shore  road  between  Buffalo  and  Cleveland. 
It  was  opened  for  business  about  one  year  since. — 
It  is  nearly  straight,  being  but  17  feet  longer  than 
an  air  line  with  no  grades  over  15  feet  to  the  mile, 
and  is  io  perfect  order.  Since  the  opening  in  Jan., 
1852,  73,476  passengers  have  been  carried  over  it 
without  any  accident  or  injury. 
Receipts  from  1 0th  January,  1852,  to  Ist 

July $31,260 

Expenditures  for  repairs  and  supervision.     10,007 


Net  earnings $21,253 

From  which,  after  paying  interest,  a  dividend  of 
3  per  cent  was  made  and  paid. 
Receipts  from  1st  July  to  1st  January, 

1853 $31,119 

of  whicn  $16,000  have  been  collected  sine?  the 
completion  of  the  road  to  Cleveland  During  the 
last  six  months  there  have  been  charged  to  repairs 
and  supervision  of  new  work  about  stations  and 
ballasting  $33,689.  Of  this  sum  $13,000  are 
chargeable  to  the  two  last  items,  and  might  have 
been  placed  to  the  account  of  construction.  It  is 
believed  that  the  net  earnings  for  the  year,  com- 
mencing  1st  July  last,  will  amount  to  11  per  cent 

Capital  stock  all  paid  up  is $600,000 

Indebtedness 131,950 

Add  fur  additional  rolling  stock  and  depot 
buildings 18,050 


Cost  of  road  and  fixtures $750,000 


The  bridges  are  constructed  for  a  double  track 
and  exclusive  of  the  superstructure  it  would  not 
cost  to  exceed  $50,000  for  the  second  track.  The 
receipts  from  1st  January  to  1st  July  next  are  esti- 
mated at $66,000 

Balance  on  hand 3,680 


Elxpenses  estimated , 


$69,680 
.    15,000 


Net  earnings $54,680 

suflicient  to  pay  the  interest  on  the  debt  and  8  per 
cent  dividend  on  the  stock. 

The  directors  complain  of  the  delays  and  in- 
creased expense  consequent  on  the  adoption  of  a 
gauge  by  the  Buffalo  and  State  line  company,  of 
4  feet  10  inches,  differing  both  from  the  gauge  of  the 
New  York  and  Erie  road  and  from  that  of  the  Cen- 
tral New  York  line ;  and  compelling  all  freight 
and  passengers  to  change  cars  both  at  the  State 
line  and  a;  Dunkirk  or  Buffalo.  The  directors  of 
the  Erie  and  North  £^t  company  disclaim  all  re- 
sponsibility as  to  this  connection,  and  lay  the  blame 
of  the  arrangement  in  no  measured  terms  on  the 
Bufialo  and  State  line  and  Erie  companies. 

Connellsvllle   Railroad. 

The  object  of  this  proposed  road  is  to  connect 
Pittsburgh  with  the  Baltimore  and  Ohio  road,  at 
or  near  Cumberland,  and,  through  the  latter,  with 
Baltimore.  The  project,  though  chartered,  and 
organized  into  a  company  a  long  time  since,  re- 
mained in  abeyance,  until  the  recent  movement 
by  the  city  of  Philadelphia  in  favor  of  the  Hemp- 
field  road,  aroused  the  Pittsburghers  to  a  spirit, 
perhaps  of  retaliation.  At  any  rate,  they  are  de- 
termined to  have  outlets  to  other  markets  than 
Philadelphia.  They  are,  consequently,  eagerly 
taking  up  the  ConneUsviUe  road,  in  which  they  are 
warmly  encouraged  by  Baltimore  and  the  Balti- 
more and  Ohio  railroad;  and  with  the  efiiicient 
support  thus  enlisted,  we  see  no  reason  to  doubt 
the  early  completion  of  this  enterprise.  Independ- 
ent of  all  local  or  private  considerations,  it  is  a 
project  having  sufficient  inherent  merits  to  justify 
its  construction,  and  we  hope  to  see  it  immediately 
commenced. 

To  show  the  spirit  that  prevails  at  Pittsburgh  in 
reference  to  the  project,  we  copy  the  following  from 
a  late  number  of  the  Pittsburgh  Gazette. 

It  is  something  to  rejoice  over,  that  many  of  the 
heavy  original  stockholders  of  the  ConneUsviUe 
Railroad  Company,  who  had  withdrawn  their  stock 
when  the  project  was  susf>ended,  yesterday  renewed 
their  subscriptions.  Among  those  who  thus  oppor- 
tunely stepped  forward,  we  recall  the  names  ot 
General  Robinson,  who  led  off  with_/fw«  thousand 
dollars,  James  Wood,  Frederick  Lorenz,  N.  Holmes 
Sl  Sons,  who  renewed  heavily.  There  were  many 
others,  and  some  equally  heavy  houses,  who  did 
likewise,  but  we  are  not  in  possession  of  their 
names. 

In  addition  to  this  most  encouraging  indication, 
we  have  that  from  the  Allegheny  City  Councils, 
which  promises  to  eventuate  in  a  subscription  of  a 
quarter  of  a  miJion  from  that  city.  Add  to  this 
again,  that  the  county  will  assuredly  subscribe 
half  a  million,  and  where  is  the  room  to  doubt  the 
full  and  immediate  success  of  the  Pittsburgh  and 
ConneUsviUe  railroad  1 

And  this  railroad  maee,  ws  shall  not  scruple  to 
claim  for  Pittsburgh  the  distinction  of  foremost  city 
inland  of  the  United  States.  We  shall  then  have 
di'ect  railroad  connections  with  New  York,  Phil- 
adelphia, Baltimore,  the  lakes,  northwestern  Ohio, 
Cincinnati,  and  southern  Ohio,  and  a  chain  of 
lateral  connections  which  it  is  bewildering  to  trace 
out  off  a  map. 

We  begin  now  to  realize,  since  the  city  sub- 
scribed her  half  million  of  dollars  to  the  Pittsburgh 
and  ConneUsviUe  Railroad,  that  Pittsburgh  has 
shown  a  character  her  sons  may  be  proud  of. 
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*■  The  Board  of  Trade  of  the  city  of  Baltimore 
have  also  resolved — 

"That  the  close  commercial  affinities  of  Pitts- 
burgh and  Baltimore  are  clearly  seen  in  the  interest 
felt  in  both  places  in  this  important  work,  and  the 
determination  that  it  shall  be  speedily  completed  ; 
and  still  more  clearly  seen,  in  the  attempt  of  Phila- 
delphia to  deprive  both  Pittsburgh  and  Baltimore 
of  their  legitimate  trade,  by  her  active  manage- 
ment of  and  subscripiiou  to  the  Hemphela  ro>d, 
for  the  purpose  of  intercepting  trade  not  properly 
her  own,  at  the  city  of  Wheeling." 


OIil4»  and  Hlsstaslppt  Railroad. 

.  We  copy  from  the  Cincinnati  papers  the  follow 
ing  communication  addressed  by  the  President  of 
the  above  company  to  the  city  council  of  Cincin- 
nati, showing  the  condition  and  progress  of  the 
work  upon  that  road. 

Office  of  the  Ohio  and  Mississippi  R.  R.  Co.  \ 
Cincinnati,  February  9th,  1853,      ) 

To  the  Hon.  Andrew  Giffin,  President  o/  Ike  City 
CoutkU  of  CiTidnnati. 

Sir — Herewith  you  will  please  find  a  statement 
of  the  expenditures  of  the  Ohio  and  Mississippi 
Railroad  Company,  on  the  first  85  miles  of  said 
road,  conlinaously  west  from  Cincinnati,  to  the 
last  estimate  on  the  4th  inst.  inclusive,  which,  if 
you  think  advisable  you  can  lay  before  the  City 
Council  for  their  information. 

At  all  timesp^e  affairs  of  the  company  are  sub- 
ject to  the  inspection  of  yourself  or  a  ccmmittee 
of  the  Council. 

I  have  the  pleasure  of  informing  you  that  we 
have  a  large  force  engaged,  not  only  on  this  divi- 
sion of  the  line,  but  upon  the  larger  portion  "beyond, 
to  St.  Louis,  and  that  we  have  made  arrangements 
to  have  this  division  completed  and  equipped  so  far 
as  to  forma  railroad  connection  with  Louisville  by 
the  1st  of  January  next. 

Very  respectfully, 


t 


Abner  T.  Ellis,  President 


MEMORANDUMS. 

Expenditure  for  Engineering,  Construction  and 
Rights  of  Way,  by  the  Ohio  and  Mississippi 
RailroadCompany,  on  the  first  eighty-five  miles 
continuously  West  of  Cincinnati: 

Oct.  1,  1852.  Amountpaid 
for  engineering  and  con- 
struction to  this  day S  54,464  57      ' 

Amount  paid  tor  right  of 
way 40,75950 

Amount  remitted  to  Europe 
for  purchase  of  iron  to 
date 100,00000 

195,224  07 

Dec.  2.  Amount  paid  engi- 
neering and  construction   120,524  49 

Amount  paid  for  right  ot 
way 35,23200 


155,756  49 


Amount  necessary  to  be  ex- 
pended to  secure  100 
bonds  from  city  of  Cincin- 
nati, S  140,000. 

300  bo  \ds  received,  requir- 
ing an  expenditure  of.... 


350,980  56 


280,000  00 


Feb.  4. 1853,    Amountpaid 

out  for  engineering  and       -:   -' 

construction,  from  ^  Dec. 

todate 96,454  41 

Amount  paid  lor  right  of 

way 38,43568 

Amount  paid  for  real  estate, 

todate 75,470  34 


70,980  56 


210.360  43 


'  "'       "      '^  ■'■'-       -  $281,340  99 

The  above  is  a  true  statement  of  expenditures  as 
taken  from  the  books  of  this  company. 

Samdel  R.  Bates,  Secretary  pro  tem. 
Office  of  the  Ohio  «&  Miss.  R.  R.        , .    .   ,  ^    . 
Co.,  Feb.  9,  1853.  .  ^^-:i,:^,:^^^ 


Office  of  the  Oaio  &  Miss.  R.  R.  Co. 

Gentlemen  :  I  present  for  your  information,  the 
condition  of  the  grading  and  masonry  on  the  divi- 
sion of  the  Ohio  and  Mississippi  railroad  extending 
from  this  city  to  the  Jeffersonville  and  Indianapolis 
railroad.  You  will  perceive  that  the  work  is  pro- 
gressing on  nearly  all  the  separate  sections  through- 
out the  whole  distance  of  eighty-four  miles.  The 
sub-contracts  limit  the  completion  of  the  grading 
and  masonry  to  the  lOth  October,  1853,  and  Irom 
the  progress  already  made,  1  have  no  doubt  that  the 
work  can  be  completed  by  that  time,  and  that  the 
road  may  be  entirely  finished  and  in  running  order 
by  the  1st  January,  1854.  The  figures  in  the  col. 
umn  headed  "  grading,"  are  tenths  of  the  amount 
of  work  estimated  on  the  section  by  the  Engineers. 
The  figures  under  the  head  '•  masonry,"  are  tenths 
of  the  entire  amount  ot  masonry  required  for  the 
section. 

It  will  be  seen  that  in  the  aggregate,  there  are 
now  over  twenty-seven  miles  finished  and  ready  for 
the  iron ;  not  consecutive  miles,  but  in  amount 
obtained  by  the  addition  of  the  fractions  now  fin- 
ished. 

The  remaining  distance  from  the  Jeffersonville 
railroad,  is  now  all  under  contract,  and  we  have 
every  reason  to  hope  that  by  the  10th  July,  1854, 
we  may  pass  by  railroad  from  Cincinnati  to  Louis- 
ville, thence  to  New  Albany,  thence  by  the  New 
Albany  and  Salem  railroad  to  our  road,  thence  by 
our  own  road  to  the  city  of  St.  Louis. 

Respectfully  submitted.     ' 

O.  M.  Mitchell, 

Con'g  Engineer  and  Fin.  Com. 

..;       ■- .   j 

Rates  of  Postaf  et 

It  is  not  easy  to  keep  always  in  mind  the  requir- 
ed amount  of  postage  stamps  on  letters,  &c.,  under 
the  laws  now  in  force.  The  following  convenient 
table  of  rates,  gives  the  information  required  at  a 
glance.  ..^     ^.  j 

Letters — 
Each  I  ounce,  under  3,000  miles,  prepaid,  3c ; 

unpaid,  5c. 
Each  \  ounce,  over  3,000  miles,  prepaid,  6c ; 

unpaid,  lOc. 

Alt  Printed  Matters  in  general — anywl^re  in  the 
United  Stales.  j 

First  three  ounces.. ..J t Ic 

Each  subsequent  ounce Ic 

If  not  prepaid,  double  these  rates.    Bat — 

Newspapers   and  Pciodicals — paid    quarterly,    or 
yearly  in  advance — 

First  three  ounces....'.! Jc 

Each  subsequent  ounce He 

And   if   weighing  not  over  1|  oz.,  in  the  State 

where  published,  ic  each,  and  weekly  papers  in  the 

county  where  published,  free. 
Small    Newspapers    and    Periodicals    published 

monthly  or  oltener,   and   Pamphlets  of  16  octavo 

pages  or  less — when  sent  in  packages,  weighing  at 

leasts  oz.,  prepaid,  ic  an  oz. 
Books — bound  or  unbound,  weighing  not  more 

than  4  pounds,  may  be  sent  by  mail  for  each  oz — 

Under  3,000  miles,  prepaid Ic 

Over  3,000  miles,  prepaid IJc 

Under  3,000  miles  unpaid.... Ijc 

Over  3,000  miles,  unpaid 3c 

Fractions  over  a  single  rate  are  charged  as  one 

rate.    "  Periodicals,"  in  the  sense  used  above,  are 

publications  issued  once  in  three  months  or  oltener. 

Cotton  by^  the  Pcnnsyiiranla  Route. 

A  late  number  of  the  Louisville  Courier  informs 
us  that  recent  steamboat  arrangements  will  make 
Louisville  the  great  cotton  mart  of  the  West,  and 
this  great  staple  will  find  its  way  to  the  northern 
Atlantic  seaports  and  markets  cheaper  by  the  Penn- 
sylvania and  Maryland  routes  than  by  way  of  New 
Orleans  and  the  sea.  In  this  manner  large  quan- 
tities of  the  products  of  Tennes.see,  Mississippi, 
Arkansas,  and  Northern  Alabama  will  seek  an  out- 
let. Cotton  may  be  sent  here  by  way  of  the  Penn- 
sylvania railroad  for  one  cent  per  pound,  including 
all  charges  from  its  starting  point  to  Philadelphia, 
while  by  the  sea  route  the  cost  would  be  one  cent 
and  three  quarters.     Some  small  quantities  have 


already  been  sent  by  th«  new  route,  and  large  a> 
monnt|  it  is  said  are  beiginning  to  arrive  at  Pitts- 
burgh. 

Toledit,    IVorw^aik  an4  Cleveland  Railroad. 

The  earnings  of  passengers  for  the  month  of  Jan- 
nary  v^ere  as  follows : 


Passengers 

Express  and  maill. 
Freight 


1 


.$13,000 
.      1,640 


$15,327 

For  ;he  month  of  February  the  receipu  have  av- 
eraged $6,500  per  week,  and  will  reach  j  ust  $26,000 
for  the  month,  nearly  all|ot  which  will  beieceived 
from  pissengers.  The  ijoad  not  yet  being  suffici- 
ently J  repared  to  accomiiodate  more  freight. 

The  earnings  for  Jannhry  were  made  upon  only 
a  portion  of  the  road,  the  whole  line  not  being  open- 
ed till  khe  last  of  the  mojnth.  For  the  future  the 
compapy  anticipate  thai  the  daily  earnings  will 
averaae  from  12  to  $1,50)0. 
The^toul  cost  of  the  rdad  is  as  follows: 

Grading,  bridging,  masohry,  etc $638,755  37 

377,703  68 
158.870  00 

etc. I J 186,385  II 


Iron  .  j. 

Equiptnent. 

Discoiint  ot  bonds  sold,  ebeine  houses, 


Cipital  stock  subsctjibed $1,351,714  16 

The  stock  amounts  tl>  about  $560,000.  There 
have  I  een  none,  nor  will  there  be  any  convertible 
bonds  issued.  This  faOt,  together  wi:h  the  very 
large  income  of  the  road;  ensuring  large  dividends, 
has  caused  the  stock  to  be  eagerly  sought  alter  for 
investment.  Estimating  the  receipts  at  only  $1 ,000 
per  da  f,  and  the  expenstes  at  40  per  cent.  This 
sum  V  ould  give  a  net  eairning  of  over  $150,000  to 
be  div  ided  among  the  stockhoiders. 

Th(  Ibility  which  xht  company  have  divplayed 
in  the  construction  of  th^  road,  is  a  good  guaranty 
that  is  affairs  under  thk  same  management,  will 
be  effi;iently  and  econoonically  conducted. 

A<  lanUe  and  St.  liawrenee  Railroad. 

Thi  i  road  has  been  in  operation  for  its  whole 
lengthj  lor  some  weeks  past.  The  length  of  iu 
line  is|about  150  miles.  The  terminus  of  this  road 
is  at  Inland  Pond,  in  the  Northeastern  part  of  Ver- 
mont, end  about  16  miles  from  the  Canadian  fron- 
tier. Ths  recent  extension  has  added  materially 
to  the  receipts  of  the  ccjmpany.  It  is  cooodeDtly 
expected  that  the  Canadian  portion  will  be  ccm- 
pleted^on  or  before  the  first  day  of  July,  and  that 
the  formal  opening  of  ihe  whole'  line  will  take 
place  bt  that  time.  The  eniire  distance,  by  the 
line  ofjthe  above  road,  between  Portland  and  Mon- 
treal, i|rill  be  290  miles.  The  route  through  trav- 
ersing the  most  mountaiaous  portions  of  the  East- 
ern Slates,  and  has  reUiarkably  easy  curves  and 
gradesi;  the  latter  not  exceeding  45  feet  to  the  mile 
in  direction  of  the  businiess  traffic.  Sanguine  an- 
ticipations are  entertained  by  the  people  of  Port- 
land abd  Montreal  that  Ihe  road  will  engage  in  a 
larger  land  more  lucrative  traffic  as  soon  as  it  shall 
be  opebed.  We  agree  in  this  opicion.  The  State 
of  Maine  derives  most  of  her  breadstuffs,  and  a 
large  imount  of  other  kihds  of  food  from  the  west, 
for  wfaiich  the  above  road  will  open  the  best  outlet 
to  the  bonsumers-  Provided  the  road  can  secare 
the  carriage  of  the  weste^rn  produce  consumed  in 
the  St^te  of  Maine,  it  vi)l  serve  to  command  a  pro- 
fitable traffic,  to  say  noihing  of  the  business  be- 


tween 
it. 
The 


the  two  provinces  that  will  be  thrown  upon 

1  j' 

people  of  Portlanfl  have  certainly  good  rea- 
son to  congratulate  themselves  ap<^  the  comple- 
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tion  of  their  portion  of  this  stupendous  enterprize, 
and  are  already  being  richly  repaid  lor  their  outlay 
in  the  lucratirc  local  traffic  which  the  road  as  al- 
ready secured  to  them. 

KemtnelKjr.  ^ 

Lexington  and  Frankfort  RaUroad.-^The  fol- 
lowing exhibit  ot  the  receipts  of  the  Lexington  and 
Franklort  railroad,  has  been  kindly  furnished  us 
by  the  President  of  the  company.  It  will  be  seen 
that  it  embraces  a  period  of  three  corresponding 
months  in  the  years  '51-2  and  '52-3,  and  shows  a 
most  gratifying  result.  The  increase  in  receipts 
is  the  result  of  a  legitimate  and  permanent  increase 
in  business.  .  The  foUuwing  is  the  exhibit: 

1851-'52.  1852- '53. 

November ....$7,150  34  §8753  14 

December L...    6,901  49-  8,628  90 

January ,..'.    4,806  29  6,93198 


918,858  12  824,314  02 

,   18,858  12 


Increase  30  per  cent,  or $5,455  90 

Louisville  Courier. 


c 


I  He-w-Torlc. 
Bufftdo  and  State  Line  Raiiroarf.—The  following 
is  a  statement  of  the  earnings  of  this  road,  from  its 
opening  to  the  end  ol  December.  The  cars  com- 
menced running  from  this  place  to  Erie,  Jan.  5, 
1852,  from  Buffalo  to  Dunkirk  March  8,  and  thro' 
:o  Cleveland  No/.  23  : 

Passenger  earnings $141,059  94 

Freight  earnings 53,254  75 

Mail  and  other  sources 6,582  76 


Total  earnings $209,907  45 

This  road  has  been  in  luck  during  the  year  past, 
no  accidents  of  any  account  having  occurred,  which 
may  be  accounted  for  in  part  hy  toe  watchfulness 
of  its  corps  of  conductors,  who  are  well  qualified, 
attentive  to  duty,  and  proverbially  polite  to  thosc 
under  their  charge.  Th^  consist  of  Messrs  Hud- 
son, Parks,  Hopper,  Peci  and  Haight. — Dunkirk 

Journal. 

-.^-—  -—  — ^—  ^ 

Sosth  Carollnit   Railroad.        / 

We  learn  from  the  report  submitted  by  ftus  pre- 
sident, H.  W.  Conner,  at  the  late  meeting  of  the 
stockholders,  that  the  business  of  the  road  for  the 
past  year  has  been  in  a  mo^  flourishing  condition. 
— We  subjoin  the  following  condensed  statement 
of  its  affairs:  I     1 

Gross  receipts  of  the  road... $1,136,195  42 

Expenses,  current  and  extraordinary.     453,965  73 


Net  profit $671,229  69 

Interest  paid  on    foreign  and  other 

debts,  damages,  etc 165,938  48 


Netincome $505,27121 

Two  dividends,  'i\  per  cent  each ....      271,600  00 


Surplus $233,671  21 

This  shows  an  increase  in  the  gross  receipts  over 
any  previous  year  of  $124,480  44.  .  .\   \. 

Heinpfl«l«l  Railroad. 

We  learn  says  the  Wheeling  Gazette  that  the 
borough  ot  Greensburg,  on  Monday,  subscribed 
$30,000  to  the  Hempfield  railroad,  and  the  citizens 
have  subscribed  about  $100,000  more.  The  borough 
of  West  Newton  has  also  subscribed  $40,000.  This 
with  the  Philadelphia  subscription,  of  $500,000 
made  on  Thursday  last,  makes  up  the  entire  sum 
of  $1,530,000  as  the  present  stock  of  that  road,  the 
entire  cost  of  which  stocking  and  all  cannot  ex- 
ceed $2,900,000.  This  is  a  mach  larger  proportion 
of  stock  than  any  other  road  has  bad  which  has 
been  built  in  this  country,  and  we  have  no  doubt 
but  that,  under  its  talented  and  efficient  president, 
it  will  be  put  under  contract  at  once  and  pressed 
forward  to  completion  as  fast  as  men  and  money 


can  do  it,  and  by  the  best  route  tor  the  work  and  for 
commerce ;  without  regard  to  any  other  questions 

India  Ba< 

TjidianapoUs  and  Bellefontaine  Railroad. — This 
road  was  completed  to  Union  on  the  20th  of  Janu- 
ary, and  the  through  line  opened  on  the  1st  of  Feb- 
ruary. This  is  an  important  event  in  the  progress 
of  western  railroads,— extending  the  lines  from  the 
east  through  the  centre  ot  the  States  of  Ohio  and 
Indiana  to  the  Wabash,  and  opening  the  through 
lines  from  Lafayette,  and  Terre  Haute  through 
Indianapolis  to  Dayton,  Cincinnati,  Sandusky, 
Cleveland  and  Pittsburgh. 

Hempfleld  Railroad. 

We  are  gratified  in  announcing,  that  the  direc- 
tors of  this  company  have  elected  the  Hon.  Robert 
T.  Conrad,  of  this  city,  president.  Judge  Conrad 
possesses  in  an  eminent  degree  the  qualifications 
required  in  the  place  he  has  been  chosen  to  fill.  He 
is  not  merely  a  brilliant  speaker  and  a  most  forcible 
writer — both  of  them  advantages  in  any  situation 
— but  he  has  a  singularly  vigorous  and  accurate 
judgment,  which  will  be  found  of  great  value  in 
the  affairs  of  the  company,  He  is,  moreover,  a 
man  of  unconquerable  energy,  with  a  capacity  for 
a  large  amount  of  labor,  and  a  readiness  of  re- 
sources equal  to  any  emergency.  In  addition  to 
these  trails  of  character,  Judge  Conrad  has  remark- 
ably winning  manners,  and  enjoys  as  he  deserves 
to  enjoy,  the  good  will  of  hosts  of  friends,  who  will 
be  glad  in  every  proper  way  to  promote  his  inter- 
ests. We  regard  bis  selection  as  a  most  fortunate 
one  for  the  company,  as  we  are  sure  that  it  is  a 
most  acceptable  one  to  this  community. — Phila. 
North  American,  lOth. 

Vlcksbnrg,  Shreveport  and  Texas  Railroad 
Company. 

The  organization  of  this  company  took  place  at 

Monroe,  on  the  24th  ult.  According  to  the  terms 
of  the  charter,  an  organization  could  not  be  effect- 
ed until  stock  to  the  amount  of  $250,000  had  been 
subscribed.  On  examination  ofthe  books  returned, 
it  was  ascertained  $285,000  had  been  subscribed, 
and  that  representatives  for  that  amount  of  stock 
Wire  in  attendance.  Several  books  of  subscription 
were  not  returned,  although  it  was  known  that  con- 
siderable amounts  of  stock  had  been  taken  in  seve 
ral  parishes.  The  stockholders  then  proceeded  to 
the  work  of  organization,  and  elected  the  following 
gentlemen  directors,  to  serve  until  October  next: 

N.  D.  Coleman,  Thomas  Whaley,  of  Vicksburg ; 
E.  B.  Towne,  of  Madison  Parish;  J.  W.  Webb,  of 
Morehouse  Parish;  H.  Polk,  of  Jackson  Parish; 
A.  Lawsoa,  of  Bienville  Parish;  P.  T.  Harris,  of 
Claiborne  Parish;  G.  W.  Rodgers,  of  Bossier 
Parish;  H.  L.  Douglass,  C.  G.  Young,  of  Caddo 
Parish  ;  John  Ray,  R.  W.  Richardson,  H.  M.  Bry, 
A  Lazarre,  C.  H.  Morrison,  of  Ouachita  Parish. 

The  board  met  on  the  26lh  ult.,  and  elected  N. 
D.  Ouleman,  of  Vicksburg,  President,  J.  H.  Dink- 
grave,  Secretary,  and  John  Ray,  Esq.,  of  Monroe, 
Treasurer. 

Railroad  from  "Western  Mew  York  to 
Ktugaton> 

A  project  for  a  railroad  from  the  Western  part  of 
the  State,  say  Canandaigaa  to  Kingston  on  the 
Hudson  river,  is  attracting  much  attention  upon 
the  line  of  the  proposed  work.  It  traverses  a  region 
of  the  State,  and  in  a  direction  which  has  hitherto 
been  regarded  as  impracticable  for  a  railroad.  It 
is  confidently  stated  however,  that  an  examination 
of  the  routes,  shows  that  none  of  the  anticipated 
obstacles  exist.  A  good  route  has  been  found  be- 
tween the  Hudson  and  the  Delaware  rivers,  whert 
the  greatebt  difficulties  were  expected  t>  be  met 
with.  After  rrraching  the  Delaware  the  entire 
route  is  said  to  be  favorable.    It  is  claimed  that  the 


future  line  is  4U  miles  shorter  than   any  existing 
road  between  New  York  city  and  the  lakes. 

The  inhabitants  of  the  Counties  through  which 
it  will  pass,  take  a  deep  interest  in  the  improve- 
ment, and  are  possessed  of  wealth  sufficient  to  fur- 
nish a  large  portion  of  the  capital.  A  meeting  will 
be  held  at  Kingston  next  week,  to  give  their  local 
efforts  efficiency  and  success,  by  organization, 
which  will  oe  followed  by  other  meetings  in  the 
counties  West. 


Co-vln^on  and  Itexluf^ton  Railroad. 

This  road,  which  is  now  well  advanced  towards 
completion,  will  connect  central  Kentucky — a  dis- 
trict celebrated,  the  world  over,  for  its  extraor- 
dinary fertility,  the  immense  amount  and  value 
of  its  productions,  for  the  beauty  of  its  scerery, 
and  salubrity  of  its  climate — with  Cincinnati,  the 
leading  city  of  the  Ohio  valley.  The  line  of  this 
road,  which  is  about  one  hundred  miles,  occupies 
the  natural  and  appropriate  route  between  its 
termini,  formed  by  the  Licking  river,  which  has 
cut  a  deep  channel  through  the  abrupt  and  precip- 
itous limestone  formation,  that  skirts  the  southern 
bank  of  the  Ohio  river.  The  relations  which  it 
bears  to  great  centres  of  trade  and  production,  and 
the  route  it  occupies,  cannot  fail  to  impress  upon 
the  public  mind  a  conviction  of  its  importance,  and 
the  certainty  of  a  large  income  upon  the  opening 
of  the  road.  .1'  .     '       "'  ' 

Such  is  a  general  statement  of  the  prospec's  of 
this  road  from  local  business.  Measures  are  in 
progress,  however,  which  promise  to  constitute  the 
above  part  of  a  great  line  of  road,  extending  from 
the  lakes  to  the  Gulf  of  Mexico.  From  Lexington 
south,  a  railroad  is  in  progress  to  Danville,  37 
miles.  Prom  Danville  to  McMinnville,  in  Ten- 
nessee, surveys  are  being  made,  preparatory  to 
placing  this  portion  of  the  through  route  under 
contract.  From  McMinnville,  the  entire  line  to 
the  Gulf  is  in  progress  by  difierent  companies  ;  so 
that  the  means  for  only  the  comparatively  short  link 
between  Danville  and  McMinnville,  are  to  be  pro- 
vided, to  secure  the  construction  of  the  whole  of 
the  great  line  already  described;  and  the  necessary 
amount  for  this  link  is  being  rapidly  made  up. 

The  Covington  and  Lexington  railroad,  as  far 
as  Cincinnati  is  concerned,  will  constitute  the 
great  trunk  to  that  city  for  the  roads  of  Kentucky, 
Tennessee,  and  the  southern  and  southeastern 
states. 

This  road,  as  are  all  those  constructed  in  the 
immediate  vicinity  of  the  Ohio  river,  is  somewhat 
more  expensive  than  is  the  average  ot  tho<«  in 
the  western  states.  Roads  occupying  this  position 
have  the  advantage  of  being  trunks  to  interior 
radiating  lines. 

We  commend  this  project  to  the  attention  of 
capitalists  and  the  public.  We  feel  assured,  that 
it  cannot  fail  to  be  a  productive  aud  profitable 
enterprise. 

Railroad  to  tlie  Paolllo*    ' 

A  proposition  is  before  the  Legislature  of  Wis. 
consin  for  a  charter,  with  a  capital  of  fifty  millions, 
with  liberty  to  increase  to  one  hundred  millions, 
for  the  purpose  ot  building  the  Atlantic  and  Pacific 
Railroad.  The  following  gentlemen  are  named  as 
composing  the  company;  Moses  H.  Grinnell, 
David  Headley,  Charles  Butler,  Azariah  C.  Flagg, 
Charles  Gould,  Simeon  Draper,  Robert  B.  Dozta- 
ler,  Daniel  S.  Miller,  Peter  Cooper,  E^win  C 
Litchfield  and  Eklwin  D.  Morgan,  of  *he  City  of 
New  York ;  AbboU  Lawrence,  John  M.  Forbes  and 
William  F.  Weld,  of  tht  City  of  Boston;  Erastus 
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Coiuiug,  Jouu  L.  bcnuolcralt,  Joel  Kalb bone,  Levi 
S.Cbalficld  anURufusH.  King,  of  ihe  City  ot  Al- 
bany; W,  W.  Corcoran,  ot  Washington;  John 
Siryker,  of  Rome  ;  James  S.  iVadsworlh,  ol  Gren- 
esee ;  Robert  J.  Walker,  of  Pennsylrania  ;  Dean 
Richmond,  ol  Buffalo;  Alfred  Kelly,  of  Ohio; 
John  S.  Bairy,  of  Michigan;  Joseph  Grinnell,  ol 
New-Bedford ;  Josepn  E.  Sheffield,  of  New  Haven ; 
Louis  McLane,  of  Baltimore  ;  Hercules  L.  Dous- 
roan,  Levi  Blossom,  James  D.  Martin  and  James 
D.  Doty,  of  Wisconsin;  William  D.  Ogden, 
Thomas  Dyer  and  Waller  Gurnee,  of  Chicago; 
James  Guihrie,  of  Kentucky,  and  Michael  G. 
Bright,  ot  Indiana,  and  such  other  persons  as  shall 
or  may  be  associated  with  them. 


To  Kaiiroad  Contractors. 

PAClFiU  RAILROAD. 

SEALED  Proposals  will  be  received  at  the  office 
ul  ihe  Pacihc  Railroad  Company,  St.  Louis, 
Missouri,  uuiii  the  lirsi  uay  ot  Apiii  next,  lor  the 
graUing,  masonry,  biidgiug  and  lies  lor  twenty 
miles,  and  until  the  hrst  day  ot  May,  lor  about  sev- 
enty miles  additional,  terminating  ai  Jeffejson  city. 
This  division  is  mostly  in  the  Missouri  valley,  and 
with  the  lacility  afforded  for  transportation  on  the 
river,  and  the  ability  on  the  side  hill  cuu  of  using 
a  large  lorce  advaniageously  during  the  best  pai  i 
ot  the  working  season,  it  may  be  worked  promptly 
and  economically.  There  will  be  several  large 
bridges  on  this  division.  The  work  will  be  divided 
into  sections  of  about  five  miles,  but  contractors 
may  take  more  than  one  section.  Offers  received 
either  for  cash  payments  in  full,  or  a  portion  on  the 
stock  of  the  company.  Plans  and  profiles  will  be 
ready  lor  inspection  fifteen  days  before  the  dates 
given  above,  and  at  any  time  iatormation  will  be 

lurnished  by  the  Engiueer.  Security  will  be  re- 
quired for  the  laithlul  and  prompt  performance  ol 
tne  work. — The  Company  reserve  to  themselves 
the  right  to  reject  such  offers  as  it  may  not  seem 
to  their  interest  to  accept. 

Other  portions  of  the  road,  or  of  the  South  West 
Branch  may  be  put  under  contract  during  the  sea- 
son. THOMAS  ALLEN,  President. 

THOS.  S.  O'SULLIVAN,  Engineer. 

Iron. 

f%£^£%  Tons  Fishkill  Charcoal  Iron  for  sale  on 
^vr"  reasonable  terms,  also  from  1000  to  5000 
tons  Fishkill  Hematite  Ore — delivered  at  Pough- 
keepsie  or  New  York.    Samples  of  the  ore  may  be 
seen  at  the  store  of  Messrs.  Hoffman,  Bailey  4.  Co., 
No.  62  Water  st..  New  York.    Enquire  by  letter  to 
NORMAN  M.  FINLAY, 
Poughkeepsie,  Dutchess  county,  N.  Y. 
July  10,  1851. 


Iron  for  Machinists. 

THE  SUBSCHIBEHS, 

IMPORIERS  AND  DtALfcLRS  IN 
IRON  AND   STEEL, 

HAVE  constantly  on  hand  a  good  assortment  of 
Iron  and  Steel,  expressly  ad<ipied  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS, 

AND    MACHINISTS    GENERALLY 
ELLIOTT  &  HOLDEN, 
Feb.  16,  18?  3. 


90  Keekman  st ,  N.  T. 


S' 


To  Contractors. 


CLEVELAND  AND  MAHUMAG  KAIlROAD 
LETTING. 
EALED  PROPOSALS  will  be  received  at  the 
O/iice  of  the  Company,  on  Superior  street, 
Cleveland,  until  the  first  day  ot  March,  1853,  lot 
the  Grading,  Masoniy  and  Biidging  of  the  portioij 
of  said  road  Irom  Cleveland  to  Warren,  a  distance 
of  53  miles. 

Plans,  Profiles,  and  Specifications,  may  be  seen 
at  the  Company's  Office,  in  Cleveland,  and  the  line 
will  be  ready  lor  inspection  by  Contractors,  2  daj  b 
previous  to  the  letting. 

The  line  is  divided  into  sections  of  about  one 
mile  each,  and  bids  will  be  received  lor  each  sec- 
tion separately,  or  for  the  whole  line. 

Elstimates  will  be  made  monthly,  and  the  pay- 
ments made  in  cash. 

Further  information  may  be  obtained  on  applica 
tion  to  Jacob  Perkins,  Esq.,  President  of  the  Com- 
pany, Greorge   C.  Beckham,  Esq.,   resident  Engi- 
neer, Cleveland,  or  lo  the  undersigned. 

The  remainder  of  the  line  from  Warren  will  be 
let  as  soon  as  the  location  can  be  completed. 

By  order  of  the  Board. 

EDWARD  WARNER,  Chief  Engineer. 

Pease  &  IVIarpliy, 
FULTON    UlO\     WORKS, 

FOOT  of  Cherry  St.,   K.  K.    Office,   27  Corlears, 
corner  of  Cherry  at.    Miitifaciurers  of  Land 
and  Mdrine  Engines. 
N.  B. — Engines  and  Boilers  ret>aired.  6tf 


To  Contractors. 

OE.aLEU  Fropo>als  will  be  received  at  the  ofhce 
O  of  the  Maysville  and  Big  Sandy  Railroad  Com- 
pany, in  the  city  of  Maysville,  Kentucky,  until 
Saturday.  Apiil  2nd,  1843,  at  sundown,  for  Gradu- 
ation and  Masonry  of  Fifty-one  miles  of  the  road 
between  Maysville  and  Springville,  (opposite  Poris- 
mouth,  Ohio.)  Plans,  ProUles  and  Specifications 
will  be  ready  for  inspectio.i  for  two  weeks  before 
the  day  of  letting. 

The  line  from  Springville  to  the  mouth  of  Big 
Sandy  river  will  be  put  under  contract  as  soon  as 
this  company  receive  reliable  assurance  ot  being 
met  at  that  point  by  the  Virginia  Central  Railroad. 
By  order  of  the  Board  of  Directors, 
THOMAS  B.  STEVENSON,  President. 
CHAS.   B.   CHILDE,    Chief  Engineer. 

James  A.  Lee,  Secretary. 

January  20,  <H53. 


Deylan^s  Patent 
Oil  Manufacturing^  Co., 

12  BROADWAY,  NEW  \ORE. 

THIS  Oil  is  extensively  used  on  Raihoads  and 
Steamships,  and  other  Machinery,  and  is 
worthy  the  attention  of  evciy  individual  or  compa- 
ny that  uses  Oil  for  Lubricating  purposes.  It  is 
cheaper  than  the  best  Sperm,  because  it  answers  the 
same  purpose  and  is  more  durable,  thereby  making 
a  saving  of  from  40  to  50  per  cent.  The  best  oi 
testimonials  establish  that  iact,  but  cannot  be  given 
in  this  notice.  All  that  is  required  is  to  test  the 
matter,  and  if  it  will  not  answer  as  recommended, 
it  will  be  taken  back  and  money  returned. 
New  York,  Feb.  9,  1853.  2w 


Blaise  &  Parkin, 

MEADOW  STBfiL.  WORKS. 

SHJEFFI1i:L.D, 

INVKSTOBS   or 

corE-annealei>  cast  steel, 

A  most  Ifnporlant  Jmprovcrnei^t  in  CAST  STEEL, 
ofiginaii^g  wiih  B.  6l  P  ,ipk  SCKEW  TAPS,  PlS- 
lON  RODS,  EIV GRAY  i«S  to  CALICO  PRINT- 
EK.S,  SlLvKR  and  GOLi>  ROLLKKS,  etc.,  eic, 
wurxantel  to  harden  by  oidinar>  prouc-se  without 
breaking,  bein^  soli  in  tiie  cinire  to  any  required  dia* 
anieter,  and  hard  to  any  spei  ified  depth  from  Ui«  out- 
side. 

HA  ID  CENTRE  CAST' STEEL, 

Wor  DIES,  LATHE  CEI^TRES,  MIIST  PUR- 
POSEf:>,  etc.,  etc.,  warranted  to  harden  the  Inside 
without  >reaking,  (the  outfiide  remaining  soft.) 
HARD  .LND  SOFT  SUREACE  CAST  STEEL, 
in  Bars  i  Jid  Sheets,  hard  oa  one  or  both  side:*,  and 
soft  in  ths  centre ;  or  soft  on  one  ot  both  sides,  and 
iiard  in  t  le  centre,  and  adapted  lor  a  variety  ol  pur- 
poses, as  MACHINE  KNIVES,  SLILE  BARS, 
PLOW  i:MVES,PLAMNGkNlVES,  HOLLER 
BARS  for  Beating  Engines  jfor  Paper  Makers,  etc. 

J^  Tills  peculiar  Sttel  ia  quite  SOLID,  and  it  is 
quite  ma  leablc,  and  draws  down  under  the  Hammer, 
still  retail  ling  the  ditierence  o|f  hardness.  When  hard- 
ened, the  hard  part  is  left  very  hard,- while  the  soit  is 
leftjUBt  1  arder  than  commo^  iron. 

THE  REPORT  OF  TriE  JURY  OF  THE 

"EXHIBITION  OF  [all  NATIONS." 
Class  21,  P^ge  486: 
The  aktention  of  the  JurV  was  particularly  called 
to  one  noLelty  exhibited  by  lilcssrs.  BL<VXEdt  PAR- 
KIN, of  StiEFFlELD,  cuhsisung  ot  the  union  of 
7Vo  ijuaJltUs  of  Cast  Steel,  ^rd  and  tqft,  in  the  tame 
article ;  manufactured  with  touch  skill,  they  have  no 
reason  tq  doubt  that  the  process  is  peculiar  to  the 
Exhibitois."  ^ 

PRIZE  MEDAL  WAS 

AWAKDEp    TO 

MflSSRS.  HLAKJi:  &  PARKIN. 

N.  B.—  The  Inventors  mark  all  their  Goodt  vitft 
their  Con.  fORATK  Mark— X.  L.  EN  T. 

Also,  Cast  Steel,  Grerman  land  Spring  SteeL  war- 
ranted Cs^t  Steel  Files,  Saw^s,  etc. 
February  y,  185^.  ' 


a,oi/u  Tons  Jhaili'oad  iron. 

THE  undersigned  is  prepared  to  contract  on  behalf 
of  the  manufacturera  in  England,  for  the  above 
quantity  of  T  Rails,  to  be  delivered  at  a  port  in  Wales. 
For  lerms  apply  to  JOH«  H   HICKS, 

Jan.  27, 1863.  -  _  90  Beaver  at. 


£tna  Safety  Fuse. 

THIS  superior  article  for  igniting  the  charge  in  wei 
or  dry  blasting,  made  with  DUPONT'S  best  pow- 
der, is  kept  for  sale  at  the  office  and  depot  of 
REYNOLDS  Si  BROTHER, 
J^Sa.e  Manufacturer s,.^i 
No.  85  Liberty  St. 
-         -V  NEW  YORK. 

And  in  the  principal  cities  and  towns  in  the  U.  States. 
jpr  The  Premium   of  the  AMERICAN  INSTI- 
TUTE w?*  awarded  to  the  Etna  Safety  Fuse  at  th« 
late  Fair  heldi  n  this  city. 

Buffalo  Car  Works. 

TOWNSEND  &  COIT,  PROPRIETORS 

WE  are  now  erecting  an  ex'ensive  Establishment 
for  the  manufacture  of  Railroad  Cars,  which 
will  be  furnished  with  all  the  conveniences  known  to 
the  business,  and  ready  for  operation  by  the  Ist  day 
of  June  next,  at  which  time  we  will  be  ready  to  exe- 
cute orders  for  Baggage,  Box,  Platform  and  Cattb 
Cars,  of  the  most  approved  nyle  and  finish.  Mean 
time  we  are  prepared  to  make  contracta  lor  work  to 

be  furnished  during  the  summer  and  fall. 

TOWNSEND  «fc  COIT,  Btiffalo. 
February  23, 1863.  ..  /  ,• 


IRON  SAFE  WAREHOUSJE. 
[Siias  C.  Herring, 

Manulacturer  and  JSole  Proprietor  of 
HERRIJ^G'S    PATENT   PlRE,  PROOF    SAFE, 

Which   received  the 

MEDAL 

at  the 

WORLD'S  FAIR, 

Also, 

Manulacturer  oi 

HERRING'S 

(Wilder's  Patent ) 

Single  and  Double 

Salamander  SAFES. 

And  dealer  in 

all  kind  of  Iron  Safes, 

Vault  Doors, 

Express  Boxes, 

ASD 

Mone)'  Chests. 


Fulton  Car  Mianufactory, 

JCINCINNAljl,  OHIO. 

GEORqE  KECK  would  respectfully  call  the  at- 
tentidn  of  Railroad  Companies  in  the  West  and 
South  to  kis  estiblishment  at  Cincinnati.  His  facil- 
ities for  nmnufacturing  are  ettensive,  and  the  meant 
)f  transpoj-tation  to  dinerent  points  speedy  andecon- 
jmical.  He  ia  prepared  to  execute  te  oixler,  on  short 
notice.  Eight- wheeled  Passeneer  Cars  of  the  most  su- 
perior desdrip'ion.  Open  andCoveied  Freignt  Cara, 
Four  or  Eight-wheel  Crank  and  Lever  Hand  Cars, 
I  rucks,  Wheels  and  Axles,  and  Railroad  Work  gen- 
irally. 
Cincinniti,  Ohio,  February  9,  1853. 

Fire  Brlel^s. 

DCOTCk  Patent— for  sale  in  lou  lo  Juit  purchaa- 
O  er»,  by|  G.  O.  ROBERTSON, 

j         135  Water  surfet,  corner  of  Pine, 
Novembier  19, 1862.  ]  Mew  Ywk, 
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RAILROAD   CONTRACTS. 

THE  MOBILE  AND  OHIO  RAILROAD  CO. 

HEREBT  OFFER  FOR  CONTRACT  THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OF  67  miles  more  of  their  road  in  North'Missis- 
sippi,  extending  from  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  State  Line,  and 
passing  through  Itawamba  and  Tishamingo  Coun- 
ties. 

Also,  II8|  miles  more  of  said  road  in  the  western 
District  of  Tennessee,  and  passing  throagh  Mc 
Nairy,  Henderson,   Madison,  Gib«>n  and  Obion 
Coanties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nessee on  and  after  the  1st  of  March,  and  in  Missis- 
sippi on  and  after  25th  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  received  under  seal,  and  contracts 
made  at  the  following  times  and  places,  to  wit : 

March  10th  to  I9tb  inclusive,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  20tb  to  30th,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and^^lsNai- 
ry  counties.  £ 

April  5th  to  5th,  inclusive,  at  Carrol ville,  Tisha- 
mingo county,  Miss.,  for  line  through  Ita- 
wamba and  Tishamingo  counties. 

Profiles  can  be  seen,  and  other  information  ob- 
tained, as  follows:— After  1st  of  March : 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  of  Mr.  Stevens,  Engineer. 
And  after  25th  March, 

At  Carrolville,  of  the  Resident  Engineer. 

Some  portions  of  the  I85|  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  temperate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  Greneral  Agent. 

New  York.  January  28,  1853. 


The  Amerienn  Railroad  Chair 
Manut'aciiirlng  Co. 

IN  POUGHKEEPSIE,  N.  Y., 


PATENT 
LocomotiTe    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER,  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
Mrithout  moving  them  from  their  places,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &  Lowell, 
Fall  River,  Vt.  Vallev,  Vt.  and  Mass.,  Old  Colony, 
New  York  and  New  Haven,  Providence,  Hartford 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie, 
Boston  ai>d  Worcester,  Connecticut  Fiver.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  <<ale  by 

BRIDGES  &  BROTHER,  Agts., 
64  Courtland  St.  j\'ew  York. 
January  20,  1853. 

IRON.  ~ 

Pierson  &  Co., 

24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCOMOTIVE  and  CAR  BUILD- 
ERS, and  RAILROAD  MACHINE  SHOPS  ;  also. 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
Steel. 

Locomotive  Cranks,  Axles,  Tires  and  Tire  Bars,  of 
the  B.  O.  LOWMOOR,  and  other  approved  makes, 
imported  to  order  on  the  moat  favorable  terms. 

FebiQary  14,  1863. 


RE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wbouoht  Ikon  Chair,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ot  the 
chair  being  set,  by  means  of  a  sledge  or  nammer, 
close  and  nrmly  to  the  flange  of  the  raU. 

The  less  thicknessof  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
llabUity  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  Iron  Chairs. 

Our  Chairs  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chairs  are  in  use  en  the  following  Roads,  viz : 

Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buflalo  and  Rochester,       Tioga,  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Bnffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panamn,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 

January  I,  1863. 


To  Contractors. 


mmm 


HENDERSON  AND  NASHVILLE  R.  R. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  aud  Nashville  Railroad  Company, 
at  Henderson,  Ky.,  will  be  received  and  are  invit- 
ed until  the  1st  day  of  April,  1853,  for  the  construc- 
tion of  that  part  ot  said  road  tunning  from  the  town 
ot  Henderson,  by  the  way  ot  Madisonville  and 
Hopkinsville,  to  Trenton,  Todd  county,  Ky.,  in  all 
about  eighty-three  miles.  The  bids  may  be  made 
out  on  either  or  any  of  the  following  basis — 

1.  For  the  grubbing  and  grading,  including  the 
ditching,  draining,  cuts,  fills,  culverts,  bridges 
and  turnouts  complete,  ready  for  the  wooden 
superstructure,  of  any  one  or  more  sections  of  the 
Road. 

2.  The  same  with  the  addition  of  the  wooden  su- 
perstructure ready  lor  the  iron  rails. 

3.  The  same  with  the  iron  rails,  chairs,  etc.,  ready 
for  the  rolling  stock,  including  broken  stone  or 

5 ravel  ballasting, 
'he  same  with  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Car-houses,  offices,  etc.,  com- 
plete for  use,  or 

5.  Bids  will  be  received  as  above  for  the  construc- 
tion of  the  entdre  Road,  on  the  following  basis — 
viz: 

1.  For  the  grubbing  and  grading,  including  ditch- 
ing, draining,  cots,  fills,  culverts,  bridges  and 
turnouts  complete,  ready  for  the  wooden  luper- 
stractiu'e. 


2.  The  same  with  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chairs  and  broken 
stone  or  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  full  equipments  of  rolling 
stocks,  depots,  wood  and  water  stations.  Engine 
and  Car  houses  and  shops,  offices,  etc.,  complete, 
and  the  whole  road  and  its  equipments  perlect 
and  ready  ior  use. 

Complete  drafts,  ma]}s  and  profiles  of  the  Road 
Irom  Henderson,  via:  Madisonville  and  Hopkins- 
ville to  Trenton,  together  with  plans,  estimates  and 
specifications  of  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  part  of  it  at 
the  Henderson  and  Nashville  Railroad  Office,  in 
Henderson,  Ky.,  on  and  alter  the  1st  day  of  March, 
1853.  Bidders  will  please  give  their  Post  Office  ad- 
dress in  their  proposals. 

In  consequence  of  the  inclemency  of  the  season, 
the  high  water,  and  other  circumstances,  making  it 
in  the  opinion  of  the  Board  of  Directors,  impos- 
sible for  our  skillful  and  energetic  Chief  Engineer, 
Wm.  Bewley,  Esq.,  to  execute  fully  the  locating 
surveys  of  our  Railroad  in  time  for  us  to  exhibit 
the  maps,  profiles,  plans,  estimates,  etc.,  on  the  1st 
day  of  March,  1853,  as  stated  in  our  original  ad- 
vertisement, we  have  determined  to  make  a  change 
in  our  advertisement,  lest  Contractors  should 
be  decived,  and  we  now  say  that  the  maps,  profiles, 
plans,  estimates,  etc.,  of  our  Railroad,  will  be  ready 
for  exhibition  to  Contractors  at  any  time  between 
the  10th  day  of  April  and  the  lOih  day  of  May,  1853, 
within  which  time  bids  will  be  received,  and  that 
our  original  advertisement  is  thus  far  changed. 

Any  lurther  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  time  be  cheer- 
lully  given. 

By  order  of  the  Board  of  Directors  of  the  H.  &  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
'     Henderson  and  Nashville  R.  R.  Co. 

Wilkinson^s 
EXPLOSIVE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

64  COURTLAND  ST.,  N.  Y. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  to  those  used  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them 
at  any  speed,  will  causa  an  e.xplosion  that  cannot  be 
mistaken.  In  the  night,  from  this  same  cause,  there 
will  be  a  bright  flash,  which  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

'ThU  voiUbe  found  to  be  one  more  preventive  qf  col- 
lision.  It  is  often  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  be  warned  of  its  danger  by  a  flag 
or  lantern,  and  in  such  instances  they  arc  invaluable. 

They  are  imperv'ous  to  water,  and  will  keep  their 
explosive  property  any  number  of  years.  They  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them. 

January  20,  1863. 


Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON, 

OFFERS    HIS   BXRVICRS   FOR  THE 

PURCHASE  AND  SALE  OF  ■ 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Chairs,  or  . 

any  kind  of  Machinery. 

REFERENCES : 
Messrs  Palmer,  McKillop,  Dent  &,  Co.,  London. 

"        Gteorge  Peabydv  &  Co,  London. 

"       Curtw,  Bouve  &  Co,  Boston.  ^. . 
Richard  Irvin,  Efq.,  J\ew  York.  '   '.      • 

Robert  Ralston,  Esq ,  Philadelphia.  ''^ 

C.  C.  Jamieson.  Esq.,  Baliimore.  39        " 


Dudley  B.  Fuller  Sl  Co., 

IRON  COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET,     .  ^. 
MBW  YORK,  ^   ,^^ 


AMKRICAN    RAlI-ROAI> 


A.  N.  GRAY,  CleTcland,  O., 

KEUEIVER  AMD  FOKWARDKR  of  Kadlroad 
Iron,  Chairs  and  Spikes 
Also,  Cars,  Locomotives,  a 
nery  for  Railroad  purposes.  „  .      . 

Office  next  door  to  the  Custom  House,  Main  st. 
January  12,  1853. 


and  all  kinds  of  Machi- 


Corporate  mark 


R.  GroTes  &  Sons, 

SHEFFIELD,  ENGLAND, 

MANUFACTURERS  OF 

WARRANTED  Cast  Steel  of  superior  quality  for 
Tools,  Machinery  and  Engineering  purposes. 
Single  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description  ;  also.  Cast  Steel 
Files  of  high  reputation,  specially  adapted  for  the  use 
of  Machinists,  and  Saws  and  Ed«e  Tools  of  all  kinds. 

USB 

■  V-       '^      CHAS.  COJNGREVE,  Agent, 

i. ;■    '.  58  Maidenlane,  New  York. 

Stocks  of  the  above  goods  constantly  on  hand. 
January  12,  1853.  

SISCOC    BLAST   F  URN  ACE 
For   Sale. 

THIS  FURNACE,  situated  in  Westport,  Essex 
Co.,  N.  Y.,  on  Lake  Champlain,  is  capable  of 
producing  3000  tons  Pig  Iron  per  annum.  It  is 
blown  by  a  powerful  steam  engine,  and  another  en- 

fine  raises  the  stock,  etc.,  etc.  There  are  eight 
lilns,  which  can  make  500,000  bushels  Charcoal 
per  annum,  connecting  by  Railroad  with  the  Fur- 
nace, and  nearly  an  acre  of  sheds  for  seasoning 
wood.  One  large  Brick  Mansion  House,  with  ex- 
cellent Farm,  one  Brick  Cottage,  seventeen  Houses 
for  workmen,  commodious  Blacksmiths'  and  Car- 

E enters'  Shops,  etc.,  etc.,  and  about  1500  Acres  of 
.and.  The  Furnace  is  situated  on  a  large  and 
convenient  Dock;  Wood  for  making  Charcoal  can 
be  obtained  cheaply  in  the  neighborhood,  and  An- 
thracite coal  from  Rondoutcan  be  delivered  at  low 
rates.  By  the  proposed  Ship  Canal  from  Lake 
Champlain  to  River  St.  Lawrence,  coal  could  also 
be  brought  with  great  facility  from  Erie.  The  rich 
Magnetic  Ore  ot  Essex  County,  particularly  that 
from  the  famous  Port  Henry  Bed,  can  always  be 
procured  cheaply  and  in  great  abundance.  The 
property  will  be  sold  on  reasonable  terms.  Inquire 
of  Messrs  J.  &  L.  TUCKERMAN,  69  West  street. 
New  York,  or  of  F.  H.  JACKSON,  No.  5  Liberty 
Square,  Boston.  Im2 


SIMEON  DRAPER,  No.  46  Pine-sl.,  oflers  for 
sale,  a  variety  of  RAILROAD  BONDS  and 
STOCKS;  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are—  ^ 

Ist  Mortgage  Convertible  Bonds :  I 

Payable  in 
7  per  ct.— Buffalo,    Coming  and 

New  York  R.R... New  York,  1867 
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To  Railroad  Companies,  Car 
Builclers,  MaenlnisUi,  ete. 


1861-71 
187-2 
1863 

1870 

1877 


1873 

1866 
1860 

1861 

1861 

1860-70 

1857 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
and  24  Broadway,  New  York,  Sole  Agent  in 
the  United  States  and  Canadas  for  the  Lowmoor 
Iron  Co.,  is  prepared  to  receive  orders  for  this  justly 
celebrated  Iron,  and  offers  for  sale  an  assortment  of 
the  Round  sizes  which  be  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
without  a  rival. 


Superior  Cast  Iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  CAST  IRON  PIPES  required  by  Gasa  or 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  on  reasonable  terms.    These 
Pipes  are  cast  on  the  most  approved  principle  by  the 
best  Pounders  in  Scotlanii,  from  a  superior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Pull  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
be  obtained  on  application  to  the  Agent  in  New  York. 
WILLIAM  ROY,  Junr., 
21  Renfield  st.,  Glasgow, 
Scotland. 
J.  M.  EADIE,  Agent, 


7  per  ct.— Western  Vermont  R.R. 

7  per  ct.— Tioga  R.R 

8  per  ct.— Peoria  and  Oquawka.. 

6  perct,— Maysvilleand  Lexing- 

ton   

6 perct— Dauphin  and  Susque- 
;:       /    hannaCoalCo 

Ist  Mortgage  Bonds : 

7  per  ct.— Corning  &  Blossburg. 
7  per  ct.— Buffalo  and  New  York 

City 

7  per  ct.— Mansfield  &  Sandusky 
7  per  ct. — Toledo,  Norwalk  and 

Cleveland 

7  per  ct. — Vermont  Valley 

7  per  ct. — New  Jersey  Central.. 
7  per  ct.— Brunswick  Canal  Co. 
7  per  ct.— Troy  and  Bennington. Troy,  N.Y.  1862 
Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 
7  per  ct. — Saratoga  &  Washing 

ton  R.R.  bonds New  York,  1862 

7  per  ct.— Troy  and  Boston "  1864 

7  per  ct.— Muscogee  Railroad.  ..Savannah,  1862 
7  per  ct— Huron  and  Oxford..  .New  York,  1862 
10  per  ct. — Mansfield  and  Sandus- 
ky R.R.  Co 

7  per  ct. — Township  of  Portland, 

Ohio 

7  per  ct — City  of  Dayton,  Ohio, 

guaranteed  by  Mad 

River  RR 

10  per  ct — City  of  Keokuk,  Iowa. 
7  per  ct. — Town  of  Huron,  Erie 

county,  Ohio 

7per  ct — Townol  Newark,  O. .. 


1855-57 
1862 


SINGER,  HARTMaN  &  CO., 

SHEFFIELD  IRON   AND  STEEL  WORKS, 

PITTSBURGL  Pa. 
Warehouse  Nos.  U9  Water/and  140  Front  ats. 

HANINQ  completed  their  arrangements  for  man- 
ufactuilng  Car  and  Locomotive  Axles,  Piston 
Rods,  Wroulght  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  areprepared  to  ofler  inducementa aa  to  qual- 
ity and  prici.    They  also  manufacture 
Boiler  Plate  and  Rivets, 
Railroad  and  Boat  SpikM, 
Car  and  Locomove  Spring*, 

Spring  Steel, 
Solid  BoxjVices,  etc.,  etc. 


Brass 


Jvi 


lSt7* 


Hbes  for  JUoeomotiTe  & 
Marine  Boilers. 


THE  undersigmd,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  Messrs. 
Allen,  Everdtt  A  Son,  ot  Birmingham,  is  prepared  to 
take  orders  fbr  Brass  Tubes  of  all  diameters  tor  Ma- 
rine and  Locomotive  Engines,  which  will  be  supplied 
on  the  most  [favorable  terms,  and  from  the  established 
reputation  of  the  above  Firm  fot  superior  quality  and 
workmanship,  he  has  no  doubt  entire  satislaction  will 
be  given.  Tlhese  Tubes  are  found  to  answer  well,  and 
iire  now  in  tnost  general  use  id  England,  they  last 
much  loogei!  than  iron,  and  w|en  worn  out,  realize 
fully  half  thd  amount  lor  old  meltal.  For  further  par- 
ticulars and  inspection  of  patterns,  please  apply  to  ' 
J  JOHN  H.  HiCkS, 
Jan.  27, 1^3.  I 90^ Beaver  ei. 


Keokuk, 


1861 
1863 


Huron,    1861 
New  York,  1860 


26  Front  st ,  New  York. 


Iy50 


Railroad  Iron. 

0(Y)C\  '^^^  Railroad  Inn,  weighing  about  69 
^\JKJ\J  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 
"  Crawshay"  manufa'Mure,  now  on  the  way  from  the 
•hipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,   SANFORD  &  CO., 

_         .  No.  61  New  street 

December  4,  1852. 


10  per  ct — City  of  Milwaukee. . .         "  1857 

7  per  ct— State  of  California ...        "      1862-72 
7  per  ct. — Mortgagu  bonds  of  the 
Atlantic    Steamship 

Co "  1855 

12  perct. — Imfrovempnt  Scrip  of 

the  State  of  Wiscon-  I 

sin  for  improvement  ' 

of  Fox  River "  1862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent  dividend  and  one  hall  surplus  profits 
of  this  and  Rutland  and  Wash.  R.  R. 

Rutland  and  Whitehall  Stock,  with  guarantee  of 
7  per  cent,  dividend  by  Saratoga  and  Washington 
Railroad. 

Slock  in  the  Western  Vermont  R.  R.  Co. 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Chf  mung  R.  R.  Co. 
Slock  in  the  Southern  Bank  ot  Kentucky. 
Stock  in  the  New  York  and  Virginia  Mail 
Steamship  Company,  paying  20  per  eent. 
dividends. 


To  Railroad  Co^s,  Loeomotive 
Builders  and  fng^ineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  by  those  interested.  They  have  been  exten- 
sively used  on  Railroads,  Steamers  and  Stationary 
Boilers,  where,  from  their  accuracy,  simplicity,  and 
non -liability  to  derangement,  they  nave  given  pertect 
satisfaction.  In  fact,  for  Locomotives,  they  are  tha 
9nly  reUabU  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
Consulting  Engineer,  64  Broadway. 
Awg.  28,  \Vi\      Sm» 


A.  Wliltney  &  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  ChiUed  RaUroad  Wheels 
for  Cars  and  Locomotives.  Also  fumioh  Wheels 
fitted  complete  on  best  English  and  American  Rolled 
and  Amencan  Hammered  Axles.    ,^..  ^  J^|tf^ 


The  Cdld  Springy  Iron  Works, 

INdORPORATED  IN  1848. 

IN  the  ToWn  of  Otis,  County  Berkshire,  Massachu- 
setts, manufactures  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manufacture  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON  of 
aU  descriptions.  Particular  attention  is  paid  to  the 
manufacture  [of  CAR  AXLES,  and  the  Works  being 
situated  in  k  region  of  WOOD  and  CHARCOAL, 
with  which  tkeir  Axles  are  excluaively  made,  the  Com- 
pany feel  confident  they  can  fucnish  an  article  equal, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  Tney  soUcit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  sh^  be  promptly  attended  to  :  and  execut- 
ed on  terms  is  advantageous  as  ean  be  had  elsewhere. 

Thev  refer  to— 
John  Kinsmbn,  Esq.,  Superintendent  Extern  Rail- 
road, Salem.  Mass. 
A.  T.  Peircci  Esq.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osborq,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lakte  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  Weil^rell,  Car  Builder, 

dresa  HENRY  MiELLUS,  Agent, 

Boston,  Maas. 
r.  GEO.  W.  PRRSCOTT,  Sunt. 
j  Otis,  Mass. 

NovemberJ  12,  1852.  ]y 


-t- 


ToledoJ  Norwalk  and  CleTe- 
land  Railroad. 

/^PEN  through,  completing  the  last  link  in  the  chain 
V_/  of  Railroads  between  New  Tork,  Boston,  PUIa- 
delphia,  Baltitnore,  Washington  City  and  Chicago. 

On  land  after  Monday ,Febrnary  7, 
18J3,  Passenger  Trains  wrill  run 

daily  (Sundays  excepted)  as  follows : 

Leave  Tdledo  at  9  A.  M.  an4  10  P.  M.t 
Leave  Cleveland  at  9.20  A.  M.  and  9  P.  M. 
I       CONNECTING 

At  Toledo  wikh  trains  of  Michigan  Southern  Rail- 
road, for  Chicago  and  the  West. 

At  Bellevue  With  trains  of  Mad  R.iver  and  Lake  Erie 
Road,  for  Sandusky  City,  Dayton,  Indianapolis, 
Cincinnati,  e*c. 

At  MonroeviUe  with  Mansfield  and  Sandusky  City 
Road,  for  Sandusky  City,  Shelby  Junction,  Co- 
lumbus, Newark  and  ZanesvUle. 

At  Grafton  with  Cleveland.  Columbus  and  Cincinna- 
ti Road,  for  Shelby  Junction,  Columbus  and 
Cincinnaii. 

At  Cleve  an  I  'with  Lake  Shore  Road,  via  Dunkirk, 
for  New  Vork  and  Boston,  via  Buffalo  for  New 
York  and,  Albany  and  for  Weitern  Road  and  Bos- 
ton, with  Cleveland  and  Pittsburg  Road  for 
Pittsburg!  Wheeling,  Philaodpbia,  Baltimore,  d 


WashingOon  City. 


Office  T.,  nL  4.  C 
Norwidk,  "  '«''>>»  '» 


E. 


0.,!Feb. 


B.  PHILLIPS,  Sup't. 
1863!  I 


&.  iC.| 


^'jn^fi^l'TTf 
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I  *  AMBBIOAir   RAILllOAD   JOURIT AL: 


CARHART'S    IMPROVED    TURNTABLE. 


*-     . /*^'  ^-St  ,1  ^ 


No  A   £ 


Ual 


L-  :  ■ 


■\y<- 


i  \ 


THrS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  thise  Railroad  Companies 
which  have  not  tried  its  me:  iti>.  It  is  guarantied  to 
be  the  cheapest  and  most  c'  irable  one  now  in  use ; 
Its  simplicity  rendering  it  iiupossibleioget  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  fti  nse,  was  former- 
ly SI, 300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  lii  '  best  that  could 
be  furnished,  with  the  exception  ol  i  xcayaling  the 
pit  and  furnishing  the  rail  for  the  tuickb.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ot  stone  at  some  points,  the  suL».<  riber  is  com- 
pelled to  ask  a  small  advance  on  tin  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars, 


or  inquire  into  the  practical  utility  of  the  Table  as 

nested  for  the  last  four  >ears,  they  are  respectfully 

i referred  to  the 

i     Hudson  River  R.  R.  Co., 

I     S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 

and  Penn.  R.  R.,  at  PittMburgh,  Pa. 

O.  Barnes,  E>q.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ied  stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  andcut  perl'ectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  (j,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  not  for 
adjustment. 

Fig.  7,  shows  a  cioss  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulats,  please  address       '■  '-. '• 

D.  M.  CARHART, 
\         ....>-«•  Cleveland,  Ohio.  ' 

February  14,  1853. 


LOW  MOOK  AXEliS, 

A  gUPERIl/R  Article  lor  Railroad  Cars,  supplied 
A.  by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and  24  Broadway, 
New  York. 


: ' ;     .  'I  CAUTION,    i;  • 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchasing  Rich- 
ardson's Patent  Oil  Cups,  or  therignt  to  use  the  same, 
except  of  the  undersigned,  Proprietor  of  the  Patent, 
or  of  some  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westmmster,  Vt.,  will 


b«  pr.>raptly  attended  to. 
Oct.  2,  im.       Ijr* 


E.  D»WOLF,  Jr. 


,J.... 


To  £ngrineer8,  Architects  and 
Draughtsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen 
tlcmen  in  the  above  profession*,  that  he  has  con- 
'ttan'ly  on  hand  a  great  variety  of  Instruments  for 


on 
Field  and  Office  use. 
Feb  9  1863. 


JAS.  PRENTICE, 
3l5  Broadway,  N.  Y. 


Railroad  Iron. 

OfYY^  TONS,  weighing  a ■>out  55  lbs.  per  yard, 
/C\J\J\J  now  on  the  way  from  Great   Britain  to 


.\ew^Or[eans,  for^sale  ^y 
,  Jr., 


P.  CHOUTEAU. 


December  4, 1862. 


SANFORD  &  CO., 
No.  61  New  street. 


Wm.  Swinlbnrne, 

LOCOMOTIVE  ENGINE  BUILDEfL  Paterson, 
N.  J  ,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc.  6tf 

Krupp^s   Prussian 
CAST    STIi:EL.    AXLES. 

THEvE  Axles  have  ne>er  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be- 
fore their  use  be<:oraes  universal  1 

THOS.  PR0S3ER  Sl  SON, 
Sole  Agents.  28  Piatt  at..  New  York. 
New  York.  Feb.  7. 1863. 


■-.J.- 


k 


■^^tf^faffmimmmif^Hlf^'iii ,   ».. -J w -'"»•»." 


STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 
K  HENRY  V.  POOR,  Editor 


■-.t  i.;Hi:  -■•■•'r. 
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American  Railroad  Journal. 


Satvrday,  Marcb  S,  86,  1853* 


.Ne-mr  Torlc  aud  Brie  Railroad. 

We  leara  that  the  Erie  Railroad  company  have 
coDcluded^xo  present  and  publish  a  report  1  A 
paper,  signed  by  a  number  of  our  leading  bankers, 
representing  the  urgent  necessity  of  such  a  step  to 
relieve  the  company  of  the  injurious  imputations 
resting  upon  it,  in  consequence  of  the  wide  discre- 
pancies in  its  published  statements,  and  the  immense 
sums  unaccounted  for  in  construction — has  been 
presented  to  the  directors,  and  an  explanation  re- 
quested. In  obedience  to  this  call,  we  may  shortly 
expect  some  sort  of  an  answer. 

A  step  in  the  right  direction  has  been  taken  ;  we 
hope  it  will  not  come  short  of  the  mark.  A  great 
work  is  before  the  directors — no  less  than  the  his- 
tory of  the  expenditure  of  830,000,000.  This  history 
is  yet  to  be  published.  It  extends  through  a  period 
of  eight  years,  and  embraces  an  amount  of  matter 
which  other  companies  would  hardly  crowd  in  1000 
pages.  It  is,  too,  deserving  an  enterprise  of  such 
vast  magnitude  as  the  Erie,  that  all  it^  character- 
istics should  be  thoroughly  understood.  A  de- 
scription of  the  more  important  works  in  its  line 
would  constitute  a  most  instructive  chapter  to  tht 
engineering  profession.  So,  too,  with  the  running 
of  the  road.  The  experience  of  no  other  work  is 
calculated  to  throw  so  much  light  upon  the  cost  oi 


transportation,  and  all  matters  connected  with 
the  management  of  a  railroad.  Yet,  as  far  as  all 
these  questions  are  concerned,  this  history  of  the 
company  thus  far  presents  a  mere  blank.  We 
hope  such  will  be  the  case  no  longer.  We  hope, 
while  the  directors  are  at  work,  they  will  do  the 
business  up  thoroughly.  In  popular  phrase,  the 
road  is  completed.  Let  us  now  see  the  process. 
Let  the  directors  now  go  to  the  bottom  of  the 
matter.  Let  us  have  a  voucher  for  every  charge. 
Let  them  give  us  a  report,  that  shall  constitute  a 
broad  and  sufficient  basis  for  all  that  are  to  come 
after,  a  landmark  to  which  all  futurs  expenditures 
shall  be  referred.  To  make  a  partial  or  superficial 
report,  will  only  excite,  instead  of  allaying  appre- 
hension. A  spirit  of  inquiry  is  aroused,  which 
which  can  only  be  satisfied  by  leaving  nothing  in 
doubt  or  to  be  answered. 

As  far  as  the  responsibilities  of  public  servants 
are  concerned,  nothing  is  presumed  in  their  favor. 
Every  statement  involving  an  expenditure  of  mo- 
ney, must  be  accompanied  by  its  appropriate 
voucher.  Every  act  must  be  based  upon  a  suji- 
dent  reason,  and  every  departure  from  it,  ordiscre- 


wken  comple  ed,  wiM  not  exceed  orukaJf  the  cost  of 
the  Western  Railroad  of  Massadkusctts,  from  Albany 
to  Boston."  The  cost  of  ibe  \yestern  road,  at  the 
abo^e  date,  was  about  $50,00^  per  mile.  By  the 
above  calculation,  the  cost  ot!  the  Erie  road  was 
estimated  at  iji2^,000,  or  an  aggregate  cost  of  SI  ■  ,- 
460,000.  Ttte  public  rau^t  k^ow  in  what  these 
estimates  ha|e  been  exceeded.]  It  would  be  sup- 
posed that  a^  period  ol  three  lyears  would  have 
dfi'orded  a  sufficient  time  to  b^ve  prepared  a  cor- 
rect esti mate lof  the  cost  of  the  iload. 


h  the  estimate  of  cost  in  the  report 
Feb.  i,  1651, from  which  wequuleas 


So,  too,  wi 
under  date  ot 

lollows : 

"  The  lehoie  cost  of  the  road,  vilh  ample  depot 
grounds  and  buildings,  and  equipments  fur  »pe'  aling 
the  road,  together  unlh  the  Seitdurgh  branch,  aiul 
valuable  and  ixtensive  docks  an4  gntunds  at  Dun- 
kirk, Newbuizh,  Piermont,  and  Neto  York,  vilk 
extensive  machine  shops,  barges,  iteamboals.  etc.,  will 
be,  at  the  timA  of  reaching  the  linke.  aboui  S20.&UO- 
000 ;  or.  afterldeducting  the  value  of  tkt  equipments, 
52,500,000— 838,706  per  mile."  ; 

Here,  too,  an  explanation  isi  emphaiically  de- 
manded.   In  4  period  of  little  o^ore  than  two  and 


pancy,  must  be  followed  by  an  explanation.  Such  'a  half  years,  we  find  the  previoSk  estimate  exceed 
are  the  responsibilities  that  attach  to  the  officers  |ed  by  more  tbfn  $9,000,000.  Where  this  immense 
of  banks,  insurance,  and  other  companies,  and  sum  went  to,  Ihe  public  are  entirely  in  the  dark. 
railroads.  And  any  deviation  from  this  rule  is  Was  the  previous  estimate  correct)  Was  the 
always  looked  upon  as  good  ground  for  suspicion  present  onel  {  Give  us,  gentlemen,  the  data  for 
and  investigation.  jboih.     Her«  a^e  matters  that  miiirt  be  explained. 

For  example:  Mr.  Loder  states  in  his  report  of  The  next  stitemem  of  the  co^t  ot  the  road  was 
1845,  that  to  complete  the  Erie  road  to  Lake  Erie  made  Dec.  24,  jlb51,  some  eight  o^umhs  after  it  waa 
will  cost, ''^excluding  equipment)  S7,350,000.  And  opened  to  the  jiakes.  The  eniirjj  co-t  ol  the  ruad 
as  a  reason  for  this  statement,  he  says:  jai  this  time,  wis  Mated  to  be  S24i00J.000  ;  but  ihia 

"Inrcferevce  to  the  estimates,  tt  may  be  proper  to  ^^(o  embraced  S^50,000  ol  stodk  in  ine  Buflalo 
state,  that  responsible  wnlraclors  have  offered  to  lake  and  State  line  failroad.  The  coat  ol  the  r«»ai1  was 
the  whoU  work,  at  prices  nine  per  ce-,U,  less  th^n  ih„efore,  at  t^ai  time,  stated  al  $23  750  000  or 
those  assumed  in  the  calculations  on  whtcA  they  were  ,„„ -.,.«  ^»«/»  ..  •  ; 

based."  1*3,250,000  ove^  the  estimate  ma<^e  only  li  months 


If  it  were  a  fact,  that  responsible  parties  stood 
ready  to  complete  the  read  for  $7  350,000,  why  was 
not  this  contract  entered  into  1  Upon  what  calcu- 
lations were  the  estimates  ba.'sed  "?  Have  they  been 
departed  from  1  Have  $20  000,000  been  expended 
upon  what  could  have  been  done  for  $7  350.0001 
In  what  particulars  have  the  original  calculations 
been  departed  from,  i(  any  ?  Here  are  very  grave 
inquiries,  that  demand  explicU  answers. 

Nearly  three  years  sulisequent  to  the  date  of  the 
above  report,  the  directors  in  a  further  report,  under 
date  of  May  19,  1848,  state  that  '*  the  Erie  railroad, 


beiore.  By  th^  30ih  ol  Septemi*er;  1852,  only  9 
months  subsequent  to  (he  previous  date,  the  cost 
increased  $3,bt)l  205  71,  or  $7,05(1,205  71  over  the 
estimate  made  when  the  road  was  upon  the  very 
eve  of  completipnl 

As  far  as  wk:  can  ascertain,  |he  puMic  have 
been  turnished  cviih  no  sufficient  4aia  showiijg  the 
co»t  of  the  roadl  nur  lor  what  ol  jr4c-i8  this  vaM  ^uln 
has  been  expenaed.  We  can  fiaujno  engineeiV  re- 
port, and  presupe  none  has  ever!  betn  published. 
Such  an  omissitin  is  to  our  mind  4ast  comprehen- 
sion; withoai  i^  we  are  entirely  Iwithoat  chart  or 


"t;'f~ 
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compass.  No  pt:r»uQ  bui  an  eogiaeer  can  curreciiy 
eeiimate  the  cost  of  coostruction.  When  Aw  re- 
ports accompany  those  of  the  directors,  we  have 
before  us  the  evidence  by  which  we  can  determine 
the  correctness  of  theirs.  No  well  managed  cun- 
cern  that  we  have  heard  of,  ever  omitted  the  engi- 
neer's report  from  thf  ir  own.  It  is  considered  as 
the  necessary  voucher  for  the  correctness  of  the 
statements  of  ths  directors.  We  do  not  think  that 
there  are  ten  men  in  the  city  who  can  tell  who  has 
been  the  chief  engineer  ol  the  Erie  railroad  for  the 
past  few  years.  In  fact,  we  believe  the  company 
have  had  none  till  very  recently. 

Similar  remarks  apply  with  equal  force  to  the 
running  of  ihe  road.  No  iuperinUndenVs  reports 
have  ever  been  published.  The  public  have  no 
evidence  by  which  they  can  determine  whether  the 
road  has  been  run  at  a  profit  or  a  loss,  as  we  shall 
show.  Is  this  the  way  to  manage  a  railroad  1  Is 
the  Erie  company  absolved  from  duties  which  are 
regaided  as  indispensable  by  all  others  1  How 
are  the  public  to  Unow  anything  about  their  pro- 
perty, whether  it  be  earning  or  losing  money,  but 
from  the  person  who  superintends  its  afiairsl  The 
president  himself  knows  nothing  about  this  depart- 
ment, except  what  he  derives  from  the  superin- 
tendent ;  and  is  the  only  source  to  which  the  public 
can  look  for  information,  to  be  sealed  to  them  1 

The  discrepancies  between  the  different  state- 
ments made  by  the  company,  show  the  necessity  o' 
detailed  reports  from  the  chiefs  of  the  several  de- 
partmenu.  In  the  report  published  Dec.  34,  1851, 
the  amount  and  value  of  the  equipment  is  stated  as 
follows  : 

132  locomotives $1,118,152  96 

72  passenger  cars 178290  84 

15U5  Ireight  and  other  cars 864,986  44 


mure  than  twothirus  ul  the  wurii  ut  graiiiiig  the 
125  miles  could  have  been  paid  lor  on  the  30ih  of 
Sepiember.  The  cost  of  grading  the  above,  assu- 
ming the  correctness  of  Mr.  Loder's  e^-timate,  can- 
not exceed  84,000  per  mile,  or  $500,000  in  the 
aggregate,  as  the  superstructure  and  laying  track 
cannot  cost  less  than  86,000.  We  find,  however, 
that  the  graduation,  etc.,  account,  increased,  from 
December  24  to  September  30,  81,272,788  54,  ex- 
ceeding the  estimated  expenditure  by  the  sum  of 
over  8900,000.  Here  is  an  interesting  field  ol 
nquiry,  to  determine  what  has  become  of  this  vast 
sum,  which,  according  to  the  presideiit's  statement, 
was  not  wanted  for  construction. 

The  increased  cost  of  superstructure,  between  the 
two  last  reports  has  been  8559,813  50 ,  of  this  sum, 
only  855,080  00  has  been  paid  out  for  iron  for 
renewals.  What  has  become  of  the  8500,000  1 
Has  the  iron  for  the  double  track  been  paid  for  1 

Th?  public,  too,  will  insist  upon  knowing  what 
has  become  of  the  86,722,260,  unaccounted  for  in 
the  statement  of  the  items  that  make  up  the  aggre- 
gate cost  of  the  road.  These  are  as  follows  for  the 
two  years : 

1851.  1852. 

Graduation,  masonry, 
and  bridging 89,358,836  38  810,661,624  92 

Superstructure,  inclu- 
ding iron 4,230,508  96 

Passenger  and  freight 
stations,  etc 764,305  91 

Land,  land  damages, 
and  fences 990  854  85 

Locomotives 1,117,643  96 

Passenger    and   bag- 
gage'cars 17829084 

Freight  and  other  cars     859,255  26 

Engineering  and  agen- 
cies        443,886  80 


4,790,322  46 

1,048,199  53 

1,077.365  67 
l,349,9d7  29 


262  876  78 
1,162,745  22 


475,821  29 


I  -     2,161,430  24 

In  the  report  to  the  legislature  of  September  SOtfa 
last,  the  number  of  engines  is  stated  at  142,  and 
their  cost  at  81,349,987  29,  an  increase  ot  8231,- 
834  33  for  ten  locomotives,  which,  in  fact,  did  not 
cost,  as  everybody  must  know,  over  885,000.  The 
increase  in  the  number  of  passenger  cars  between 
the  two  reports  was  stated  to  be  tAr«e,  while  the  ac- 
count to  which  they  are  charged  is  increased  884,- 
587  94.  A  passenger  car  costs  about  82,250.  Here 
is  an  increase  of  over  8200,000,  for  less  than  one 
year,  in  the  items  ot  equipment,  for  which  no  ex- 
planation is  given.  Is  it  not  probable  that  this 
amount  was  charged  to  construction,  when  it  should 
have  been  charged  to  the  running  account,  lor  the 
purpose  of  making  a  better  show  of  earnings  1 

In  the  report  of  February  Ist,  1851,  the  direc- 
tors state  the  cost  of  the  equipment  of  the  road  to 
be  82,500,000;  the  report  of  December  24,  1851, 
states  that  since  the  previous  report,  8500,000  had 
been  added  to  this  account,  making  an  aggregate 
of  83,000,000.  We  have  already  shown,  that  at 
the  latter  date  the  cost  of  the  equipment  was  only 
82,161,431  24 — showing  a  discrepancy  of  8838,- 
568  76,  in  the  item  ot  equipment  alone,  between 
two  statements  made  the  same  year!  Is  not  an 
explanation  called  for  here,  gentlemen  directors  1 
We  think  we  have  already  conclusively  shown 
the  necessity  for  detailed  reports  by  the  chief  engi- 
neer of  the  road.  We  will  cite  another  case  In 
point.  Mr,  Loder,  in  his  report  of  December  24, 
1851,  in  speaking  cf  the  proposed  double  track, 
says,  '-The  portion  oi  dovMe  track  which  the  com- 
pany propose  to  build,  is  of  ecuy  grade  and  corv- 
tiruction,  and  can  be  built  /or  about  810,000  per 
mile."  Contracts  for  double  track  for  about  125 
miles  were  given  out  last  spring.  We  presume  not 


Correct  footing..  17,973,582  96 
Footings  in  com- 
pany's report..  24  028,858  20 


20,828,945  16 
27,551,205  71 


Diflerence 86,055,275  24  86,722,260  55 

The  road,  with  its  equipment,  no  matter  how 
extravagant  the  directors  may  have  been,  has  cost 
only  820,828,945  16.  What  has  become  of  the 
86,722,260  55,  charged  to  no  account  whatever,  even 
by  the  directors  1  This  is  an  inquiry  in  which  the 
public  will  take  a  deep  interest.  No  doubt  a  por- 
tion of  it  has  gone  for  the  payment  of  discounts, 
shaves,  dividends,  etc.  etc.  Not  all,  however. 
This  sum  of  86,722,260  55,  which  has  been  lost 
outright,  is  nearly  as  large  as  the  entire  co^t  of  the 
work,  as  estimated  by  Mr.  Loder  in  his  first  report, 
and  quite  equal  to  what  he  stated  responsible  parties 
offered  to  build  it  for ! 

But  this  is  not  all.  It  will  be  seen  by  the  above 
statement,  that  the  "  deficit  account " — to  introduce 
a  new  phrase  in  bookkeeping— has  increased  du- 
ring the  year  by  the  sum  of  8666,987  31  !  Where 
shall  this  vast  sum  be  placed  1  It  has  not  been 
paid  for  interest,  nor  dividends,  for,  if  we  are  to 
credit  the  directors'  statements,  these  have  been 
paid  out  of  the  earnings  of  the  road ;  nor  for  con- 
struction nor  equipment,  as  these  accounts  have 
already  swollen  too  rapidly  to  justify  any  such 
idea.  Has  it  gone  to  a  secret  service  fund,  the 
objects  of  which  are  only  known  to  the  directors  1 
Conjecture,  even,  can  offer  no  satisfactory  expla- 
nation to  our  minds  lor  this  extraordinary  deficit. 

We  want  to  know  something  as  to  the  internal 
management  of  the  company,  such  as  the  mode  ol 
making  up  accounts.  Upon  the  first  or  second  day 
ot  the  month,  the  earnings  of  the  past  month  are 
published.    Now  we  do  not  see  bow  the  earnings 


ol  (he  last  month  can  be  ascertained  with  such  pre- 
cision, at  so  early  a  date.  A  large  portion  ot  the 
freight  is  paid  by  consignees,  and  not  until  the 
property  upon  which  it  is  paid  is  taken  from  the 
possession  of  the  company.  At  the  end  of  every 
month,  the  company  must  have  in  their  possession 
an  immense  amount  of  property,  moved  during  the 
month,  and  upon  which  nothing  has  been  received ; 
so  that  it  would  require  at  least  another  month  to 
make  up  the  accounts  of  the  preceding  one.  If 
receipts  be  taken  for  earnings,  there  is^still  greater 
difficulty  in  ascertaining  immediately  what  portion 
of  the  receipts  actually  belong  to  the  Erie  company. 
The  greater  portion  of  the  freight  is  collected 
upon  merchandise  going  to  tide  water.  This  freight 
is  paid  by  the  New  York  consignee.  A  half  a 
dozen  other  roads  may  have  an  interest  in  this 
freight,  which  is  collected  and  held  in  trust  for 
them  by  the  Erie  company.  The  monthly  state- 
ment of  the  earnings  of  the  company,  as  they  are 
now  made,  cannot  state  the  fact,  and  only  mislead, 
instead  of  informing  the  public,  as  to  the  real 
amount  earned.  Reform  and  light  are  called  for 
h>>re,  and  we  are  not  sure,  that  in  the  balance 
which  may  have  been  found  to  be  due  other  com- 
panies at  the  close  of  the  year,  we  have  not  hit 
upon  an  explanation  of  the  increase  of  the  "deficit 
account,"  already  referred  to.  The  aggregate 
earnings  of  the  year  were  made  up  of  the  reported 
monthly  statements.  It  is  probable,  that  from  this 
aggregate  a  large  sum  had  to  be  deducted  for 
amounts  due  other  roads.  An  explanation  at  the 
time  would  have  left  the  company  without  an 
apparent  apology  for  declaring  a  dividend.  Are 
we  right  in  our  conjecture  1 

We  know  that  people  at  a  distance  will  think 
we  have  been  dealing  in  fiction.  We  can  assure 
them,  however,  that  our  data  are  all  drawn  from 
the  figures  furnished  by  the  company,  and  we  be- 
lieve the  number  of  the  Journal  of  February  19th, 
presents  all  that  is  material  in  its  published 
reports  for  the  past  eight  years — all  that  has  been 
offered  by  the  directors  by  way  of  explanation,  as 
well  as  the  general  statements  of  the  condition  of 
the  company.  The  public  must  draw  their  own 
conclusions.  Should  they  still  remain  incredulous 
that  a  railroad,  located  in  New  York,  can  be  man- 
aged in  the  manner  in  which  the  Erie  company's 
appears  to  have  been,  we  say,  that  we  are  not  with- 
out parallel  cases,  in  the  management  of  matters 
in  which  our  community  have  a  still  higher  interest 
than  in  this  road.  We  can,  however,  assure  the 
public,  that  the  affairs  of  few  companies  have  been 
conducted  as  have  those  of  this ;  otherwise,  we  fear 
that  they  would  bear  but  poor  credit  both  at  home 
and  abroad.  The  Erie  railroad  has  been  the  pet 
project  of  New  York,  Such  entire  confidence  has 
been  felt  in  its  success,  that  no  attention  whaterer 
has  been  paid  to  the  manner  in  which  its  affairs 
have  *been  conducted.  Inattention  to  everything 
that  does  not  immediately  concern  themselves,  is 
characteristic  of  New-Yorkers.  Whether  the  time 
has  not  come  in  which  this  indifference  should  be 
laid  aside,  as  far  as  the  Erie  railroad  is  concerned, 
we  leave  it  to  the  public  to  judge.  ^  -^    ,.  , 

Il«'wr  Torlc. 

The  Rochester  and  Charlotte  Railroad  is  pro- 
gressing rapidly,  and  will  be  ready  for  operation  at 
the  opening  of  navigation.  The  iron  was  pur- 
chased before  the  rise,  and  is  now  worth  at  least 
lorty  per  cent,  more  than  it  cost  the  company.  It 
was  discharged  from  canal  boats  last  fall,  just  west 
of  the  city  ol  Rochester,  where  the  railroad  croMes 
the  can aL       y  ■'  ..  -'^■^.ti<^i'f^'':  .^^^.r^f-yu.. 
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Rallvrvy  Exhibits. 
Baltimore  and  Ohio  Railroad. 

We  present  this  week  the  more  importaDt  por- 
tioDs  of  tbe  report  ol  the  Baltimore  and  Ohio  rail 
road  company,  lor  the  year  ending  October  1, 1852, 

-  which  we  regard  as  a  mo<lel  of  its  kind,  and  well 
worthy  tbe  imitation  ot  other  companies. 

The  report  commences  with  that  of  the  Presi- 
dent, (which  we  published  in  the  Journal  of  the 
23d  and  30ih  of  October  last)  and  which  makes  36 
pages  of  closely  printed  octavo.  This  portion  ol 
the  principal  report  is  subdivided  into  seven  divis- 

I ions,  having  the  following  titles: 

1.  The  Main  Stem. 

2.  The  Coal  Trade.  ^ 

3.  Tbe  Washington  Branch. 

4.  The  Extension  to  the  Ohio  river. 

5.  The  finances. 

6.  The  Western  Connections. 
Under  these  several  divisions  the  road,  in  all  the 

relations  in  which  the  stockholders  are  interested, 
is  fully  considereJ.  We  do  not  deem  it  necessary 
to  give  here  the  president's  report,  for  the  reason 
that  it  is  compiled,  as  mast  be  the  case  generally, 
from  those  ot  the  chiefs  of  the  departments.  The 
president  has  in  charge  neither  the  construction 
nor  the  running  of  the  road  ;  and  all  that  portion 
of  his  report  which  relates  to  these  duties  must,  of 
course,  be  drawn  from  the  information  furnished 
by  the  chief  engineer  and  superintendent.  The 
report  of  the  former  merely  presents  in  the  aggre- 
gate what  the  latter  gives  in  detail. 

Beldw  are  the  reports  of  the  chief  engineer  and 
superintendent. 

Office  of  the  General  Superintendent  ) 
OP  THE  Baltimork  &>  Ohio  Railroad.      ) 
Baltimore,  October  1,  1852. 
Thomas  Swann,  Esq.,  President,  4rc, : 

In  making  my  annual  report  of  the  m)erations 
of  the  road,  for  the  fiscal  year  just  ended,  I  can 
very  properly  repeat  my  congratulations  of  last 
year,  that  "  we  have  so  well  sustaitied  ourselves 
under  the  new  competitions  we  have  encountered 
from  the  Erie  railroad,  completed  and  in  successful 
operation,  and  the  Penn%lvania  railroad,  more 
forward,  thus  far,  towards  a  continuous  railway 
conveyance  than  our  own,  that  we  may  confidently 
look  foiward  to  the  early  period  of  our  arrival  at 
the  Ohio  liver,  as  in  no  degree  likely  to  disappoint 
our  previous  expectations. 

The  event  alluded  to,  aul  so  long  contemplated 
with  proud  expectancy  by  tbe  triends  of  our  enter- 
prise, is  indeed  now  close  at  hand,  so  that  we  can 
almost  call  it  present,  and  tbe  confidence  every 
where  expressed  as  to  the  result,  is  a  strong  con- 
firmation of  the  hope  indicated  above. 

Our  road  and  machinery  have  been  maintained 
in  as  good  order  and  condition  as  at  the  beginning 
of  the  year.  In  some  re^pects  a  slight  depreciation 
may  have  taken  place,  but  in  others  an  obvious 
impiovement  exists,  so  that  I  feel  confident  that  we 
have  at  least  not  lost  ground  during  the  year. 

A  lew  details  are  all  that  the  very  limited  time 
allowed  tor  making  up  my  report,  permits  me  to 
give.  The  Road-bed,  embracing  particularly  the 
bed  on  which  the  track  lies,  has  received  during 
the  vear,  on  the  portion  east  of  Cumberland, 
43  000  cubic  yards  of  new  hallas.t,  at  a  cost  per 
yard  for  preparation  and  distribution,  of  about  31 
cents,  amouuting  in  the  aggregate  to  ;$I3,358 
nearly.  This  ballast  has  been  mainly  required 
where  the  "Cross-tie  Track,"  so  called,  has  been 
subsiiiuted  for  the  original  construction,  known 
familial ly  with  us,  as  the  "string  piece"  track, 
consisting  of  mudsill,  light  cross-tie,  and  "contin- 
uous bearinij"  tiaaOer,  esteemed,  when  laid  down, 
to  be  an  improvetuent  on  the  experience  ol  the 
dav. 

On  the  Washington  branch,  the  maintenance  of 
the  road-bed  has  been  c<^nfiued  mainly  to  ditching 
and  drainage;  the  expense  of  which  I  am  happy  to 


year,  in  raising  and  ballasting  tbe  track  through 
the  Wet  Cuts, 

The  Rail-teay  Tracks  have,  so  far  as  labor  ol 
maintenance  and  replacing  of  bad  timber  are  con 
earned,  been  certainly  improved  during  the  year — 
b<.tb  on  the  Main  Stem  and  Washingtoa  branch, 
and  their  surlace  and  alignment  are  such  as  we 
need  not  be  asnamed  of.  The  heavy  rail  track,  in 
course  of  substitution  for  the  "plate-rail,"  between 
the  western  base  of  Parr's  ridge  and  the  Monocacy 
bridge,  at  the  date  of  my  last  annual  report,  was 
soon  therealter  completed,  and  is  remarkable  lor 
its  good  and  firm  surface,  as  compared  with  most 
other  tracks.  The  substitution  of  "  cross-tie  " 
track  for  "  string"  track,  both  ot  them  laid  with  the 
"  heavy"  rail,  has  progressed,  during  the  year,  to 
the  extent  of  about  28  miles  in  all;  and  about  85 
miles  ol  "  cross-tie "  track  now  exists  between 
Baltimore  and  Cumberland. 

This  large  accession  to  the  "  cross-lie"  track, 
confined  always  to  points  where  otherwise  a  re- 
moval of  the  old  "  string"  timbering  would  have 
been  needed,  has,  I  doubt  not,  tended  to  swell  the 
year's  expenditure — but  i  cannot  any  the  more 
doubt  the  expediency  of  the  change  itsell. 

Four  and  a  half  miles  of  plate  rail  track  yet  re- 
main to  be  replaced  by  heavy  rails,  but  this  is  in 
hand,  and  will  be  completed  this  autumn.  Four 
and  a  quarter  miles  ol  sidings  have  been  ad  Jed 
during  the  year  as  a  charge  to  repairs  of  rail-way. 
The  Master  ot  Road  makes  favorable  mention  of 
the  Three  part  Compound  Rails,  which  have  been 
on  trial  near  Cumberland  chiefly,  lor  three  years 
past.  Experience  has  shown  that  the  chief  engi 
neer,  in  getting  up  this  rail,  restricted  himself  too 
closely  in  the  quantity  ot  iron  used,  especially  in 
the  "  top  piece,"  which  we  have  had  to  remove  ; 
but  our  experience  of  the  smoothness  ot  this  track, 
and  the  very  small  attention  it  has  required,  leave* 
no  doubt  on  my  mind,  that  the  principle  ol  the  rail 
may  be  followed  to  a  result  of  the  most  satisfactory 
kind,  and  1  would  earnestly  commend  it  to  the 
company's  favor. 

The  Bridges  on  the  Main  Stem  are  in  as  good 
condition,  on  the  whole,  as  they  were  at  the  begin- 
ning of  the  year.  So  many  of  them  exist  as  to 
constitute  a  serious  branch  ot  expenditure,  which 
requires  a  sound  judgment  to  make  their  repair  at 
once  uniform  and  timely.  They  are  all  regarded 
as  entirely  safe  and  reliable. 

The  amount  expended  on  them  has  been  ten  per 
cent,  less  than  during  the  iormer  year,  but  more 
has  been  expended  on  the  wooden  bridges — the 
new  iron  bridge  at  Harpers  Ferry  having  been  in- 
cluded in  that  year's  accounts. 

On  the  Washington  branch,  no  bridges  of  con- 
sequence remain  of  a  kind  calling  for  repairs. 

Only  two  important  Buildings  have  been  in  hand 
during  the  year,  on  the  Main  Stem  east  of  Cum- 
berland, excepting  water  stations — viz.  the  new 
machine  shop  at  Mt.  Clare  works,  built  to  replace 
the  one  destroyed  by  fire,  and  a.  portion  of  a  new 
machine  shop  at  Martinsburgh,  now  used  as  an 
Engine  House,  in  advance  of  its  being  needed  for 
its  legitimate  use ;  on  the  former  the  sum  of  88,500 
is  embraced  in  this  year's  accounts,  and  on  tbe 
latter  between  five  and  six  thousand  dollars ;  a 
complete  statement  of  the  cost  of  these  buildings 
has  not  yet  been  practicable. 

The  new  railway  station  at  the  city  of  Wash- 
ington is  now  completed  in  allessential  particulars, 
and  it  is  regarded  as  worthy  of  commendation,  for 
its  convenience,  comfort,  size  and  elegance. 

The  tcater  stations  arc  generally  in  gwd  order; 
additions  have  t>een  made  to  some  during  the  year, 

and  the  repairs  ot  all  have  been  carefully  attended 
to. 

Od  the  Washington  branch,  a  new  statioti  has 
been  begun,  and  an  excellent  well  secured  at  the 
Annapolis  railway  junction. 

This  station  will  greatly  relieve  the  others  on 
this  line,  and  save  time  to  the  passenger  trains. 

The  operations  of  the  road  departinent  on  that 
portion  of  the  new  road  west  ol  Cumberland,  have 
been  active  and  unremitted,  much   labor  and  ex- 


ment,  and  that  portion  ol  the  road  over  which  we 
are  now  running,  may  be  justly  regarded  as  safe, 
and  is  indeed  nearly  as  favorable  for  fast  running, 
as  the  older  road,  east  of  Cumberland.  The  daily 
trips  over  it  are  performed  with  fully  equal  regular- 
ity, and  with  a  speed  compaiing  favorably  with 
other  roads — being  twenty  miles  an  hour,  including 
stops,  and  embracing  in  the  average  the  crossing 
of  the  Allegheny  mountains,  with  their  steep  grad- 
ients and  difficult  passes.  The  expense  of  main- 
taining this  portion  of  the  road  has  been  properly 
charged  to  a  construction  account. 

Machinery  DepartmerU. 
This  department  has  been  efficiently  adminis- 
tered (iuring  the  year,  and  is  reported  to  me  as,  on 
the  whole,  in  an  iniproved  condition. 

The  details  of  repairs,  the  number  of  engines 
and  cars  of  all  desi:riptions,  will  be  found  in  state- 
ments piarked  G  and  H,  in  the  appendix  to  this 
reptort. 

The  company  owns  108  locomotives  of  all  kinds, 
viz. : 

f)4  ot  the  first  or  largest  class, 
5  of  the  second  class, 
19  of  the  third  class,  and 
30  of  the  fourth  class.  ,       : 
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The  powe^  of  them  all  is  estimated  as  equal  to 
218  of  tie  fourth  class,  or  to  87  of  the  first  class. 

Performance  in  Miles  Run. 

Miles       Miles        Total 
MAIN  stem.  with        with         Miles. 

Freight.  Passengers. 
63  first  class  engines 

have  run 807,600.7.;...    807,600 

5  second  class  engines 

haverun 43,638 43,638 

16  third  class  engines 

haverun 119,643  181,468    301,111 

19  fourth  class  engines 
haverun 167,816  195,619    363,435 


WASHINGTON  BRANCH. 

1  first  class  engine  has 

3  third  class  engines 
have  rua 

1  fourth  class  engine 
has  run 


1,138,697  377,087  1,515,784 

t        ■  -      ,. 

23,449     23,449 

74,190     74,190 

2,494      2,000       4,494 


25  943    76,190     102,133 

Total....  1,164,640  453,277  1,617,917 

Miles 

with 


pense  was  anticipated,  and  much  has  been  incur- 
red, in  giving  a  stable  character  to  a  new  road — 
"  finished"  through  such  a  country,  and  under  such 
circumstances  as  have  lain  in  our  way ;  but  the 
difficulties  have  all  been  met,  in  a  manner  credit 


find  diminished  by|tbe  improvtfstcTi^ of  the  previous  table  to  the  resources  and  energies  of  the  depart-  follows 


Miles 
I      with 
Freight.    Passengers. 

The  64  first  class  engines 
average    12,970  

The  largest  performance 
of  any  first  class  engine 
(No.  76)  was 23,449  

The  5  second  class  en- 
gines average 8,728  

The  largest  perlormance 
of  any  second  class  en- 
gine (No.  53)  was 14,288  

The  19  third  class  engines 
average 19,753  ...<t. 

The  largest  performance 
of  any  third  class  engine 
(No.  48)  was 38,265 

By  the  No.  39,  with  freight    23,959  

The  "iO  tuui  th  class  engines 
average 18,396  

Largest  performance  (by 
No.  31)  with  passengers     39,984 

Largest  perlormance  (by 
No.  4)  with  freight ....    24,940  

26  engines  have  been  added  to  our  stock  during 
the  year,  viz:  23  of  the  first  class,  all  but  one  of 
them  from  Mr.  Ross  Winans,  and  3  of  the  third 
class  (tor  passenger  trains)  from  the  company's 
kbops. 

The  work  done  by  Locomotives  has  been  as 


fjftyf^tl^M'n  }.i' 
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Performance  of  Locanotivet.    ,  , 

MAIN  STEM. 

PasscDeers  hauled  one  mile 9,744  6fi5 

Tons                  "    "       "     54  316,9-27 

Of  which,  Coal  "    "       "     33,573.25! 

And  other  Merchandise  "     20,743,676 

WASHINGTON  BRANCH  PROPER. 

Passengers  hauled  one  mile 6,715,480 

Tons  "        "       "     800,693 

REPAIR  OF  ENGINES. 

The  repair  of  locomotives  has  cost — 

On  the  Main  Stem S73,078  45 

On  the  Washington  branch 8,259  91 

These  items  arc  as  charged  on  the  books  of  the 
department,  and  differ  somewhat  from  those  of  the 
treasurer,  owing  to  the  fact  that  the  former  books 
give  credit  for  certain  duplicate  parts  of  engines 
kept  on  hand  for  use,  while  the  latter  do  not. 

The  cost  per  mile  run  was  nearly  as  follows : 

On  the  On  the 

:.- .  r         Main  Stem.    Washington 

branch. 

First  class 6.73  2.02 

Second"  1.17  .  .... 

Third    "  5.16  9.29 

Fourth  "  4.00 

Burden  Cars. 
These  cars  ot  all  kinds,  used  in  transportation,  are 
1,596  in  number  on  the  Main  Stem. 

92        "  "     Washington  branch. 

1,688  in  all.  "      -■ 

There  have  been  added,  during  the  year,  to  the 
previous  st^ck,  249  of  all  kinds,  but  the  number 
stated  (1,688)  will  be  found  to  exceed  the  number 
reported  last  year,  only  by  194,  showing  an  appa- 
rent loss  of  55  cars ;  most  of  them  have,  however, 
been  diverted  to  various  uses  by  the  road  depart- 
ment, and  the  balance,  16  in  number,  were  either 
carried  oflf  in  the  Potomac  flood  of  April  last,  or 
have  actually  disappeared,  and  not  been  replaced. 
It  is  supposed  that  the  returns  of  previous  years  of 
the  number  of  cars,  may  have  been  less  accurate 
than  the  present.  A  careful  valuation  of  the  burden 
cars  at  this  time  compares  very  nearly  in  amount 
to  the  like  valuation  in  October,  1851. 

The  cost  of  maintaining  these  cars,  as  charged 
in  the  treasurer's  accounts,  has  been — 

For  the  Main  stem $57,353  77 

For  the  Washington  branch 5,198  20 

Not  materially  different  from  last  year. 

,    ,;rf ,  .  Passenger  Cars. 

These  number  52  on  the  Main  Stem,  and  25  on 
the  Washington  branch.  Their  maintenance  has 
cost — 

For  the  Main  Stem..".: ,;.. .%.. .;. S15,353  47 

For  the  Washington  branch 9,998  30 

Showing  a  material  diminution  from  the  corre- 
sponding charges  of  last  year. 

I  am  apprehensive  that  this  portion  of  the  ma- 
chinery department  has  not  been  fully  sustained. 

It  seems  proper  here,  to  add  a  statement  ot  the 
provision  which  has  been  made  for  cars  and  en- 
gines to  stock  the  road  on  its  completion  to 
Wheeling. 

In  the  enumeration,  I  include  all  new  engines 
and  cars  that  have  been  built  or  contracted  for,  or 
ordered  to  be  made  in  the  company's  shops,  sut>se- 
qaent  to  November,  1850,  viz :      ,  ,  -j,-.i.i 

'^  EngiTus. 

10  made  bv  Ross  Winans,  before  October 

1851,  at  89  750 S97  500 

1  made  by  the  company 9,500 

21  since  September,  1851,  by  Ross  Winans, 

at  S9.750 204.750 

1  made  by  the  company,  at  89,500 9,500 

3  made  by  the  company,  at  89,000 27,000 

25  contracted  for,  and  not  yet  delivered,  by 

Ross  Winans,  at  89,750 243,750 

8    do.    do.    A.  W.  Den  mead,' at  89  500  68  000 

2  do.    do.    Smith  &,  Perkins,  at  89  500  19,000 

2  do.    do.    New  Castle  Manufacturing 

Co.,  at  89,500 19,000 

1    do.    do.         do.         do.        at  88  500      8,500 

3  ordered  in  company's  shops,  at  $9,500     28,500 


If  to  this  we  add  C4,  the  total  number  of  engines 
previously  in  service,  we  shall  have  140  as  the 
total  locomotive  power  for  the  Main  Stem,  which 
are  reckoned  equivalent  in  power  to  more  than  100 
engines  ol  the  largest  class. 

Of  this  power,  it  may  be  estimated  that  about 
sixty- five  per  cent,  will  be  employed  west  of 
Cumberland. 

Passenger  Cars. 

27  passenger  cars,  contracted  for $50  000 

12  baggage  and  mail  cars,  to  be  purchased     15,000 


39  cars,  amounting  to 

Burden  Cars. 
100  double  sets  of  trucks,  now  in  use  for 
carrying  rails  for  the  new  track, 

built  by  the  company 

40  dumping  cars,  built  by  the  company 

for  ballast  trains 

Cars  ordered  the  present  year, 
and  coming  from  shops  of  contract- 
ors, or  those  of  the  company  : 

50  iron  house  cars,  at  $600  each 

500  covered  stock  cars,  adapted  to  general 

merchandise,  at  85.55  each 

350  house  cars,  at  8500  each 

258  gondola  cars,  at  84*25  each 

50  miscellaneous  cars,  at  $350  each  — 


$65,000 

822,500 
8,400 

30,000 

277  500 

173,000 

109,650 

17,500 


76  engines  in  all,  costing  together $735,000 


1 ,348  cars  in  all,  amounting  to 8640,550 

To  which  if  we  add  942,  the  number  of  cars  iiot 
likely  to  be  engrossed  by  the  coal  trade,  as  partic- 
ularly applicable  thereto,  we  have  2  5i90  cars  in  all 
to  be  appropriated  to  the  general  traffic  of  the  road 
— nearly  all  of  them  being  eight  wheeled  cars. 

III. —  Transportation  Department. 

Notwithstanding  the  diminution  of  travel  and 
transportation  of  general  merchandise,  during  the 
larger  part  of  this  year,  and  the  almost  total  sus- 
pension of  the  coal  trade  for  foreign  demand  dur- 
ing six  months,  from  October  to  April,  the  revenue 
from  transportation  has  been  sustained  within  823,- 
659  10  of  that  of  last  year  on  the  Main  Stem,  and 
has  increased  on  the  Washington  branch  by  $39,- 
087  01.  ; 

For  datails  of  the  passenger  transportation,  please 
see  the  appended  table  marked  L, 

The  coal  transportation  has  increased  over  that 
of  last  year,  in  the  face  of  the  remarkable  discour- 
agement and  suspension  as  above  stated  from  Oct., 
1851,  to  April,  1852. 

The  following  statement  shows  the  particulars 
of  this  trade,  and  the  amount  brought  from  Cum- 
berland in  addition  to  that  purchased  for  use  of  the 
company,  chiefly  in  their  locomotives : 

,  . .  Coal  delivered   ,.  1 

at  Locust 

Point.      Bait.  H.  ferry. 
Borden  Mining  company.. 30,890      1,290        54 
Cumberland  coal  and  iron 

company,  Wash,  mines.  16.459         852  7 

Do.    do.  and  M'd.  mines.  4,223         .... 
Cumberland  coal  and  Det- 

mold  mines 19  336      6,007        44 

Porcy&Co 173      1407      517 

Washington  coal  company  6,147      1,037      225 

A stor  coal  company 1,921       2,557       120 

Maryland  Mining  Co 12,830         646      328 

Alleghany  Mining  Co 14  844         580        63 

Parker  Vein  company 6.159         910        12 

Thomas  Kerr 5  391  946 

Froslburg  coal  company..  18,031     17,624      834 

■y)-]:-:^-  136,404    33,856    2,204 

1852.        1851. 

Locust  Point 136  404  132  3.50  Inc.  4  054  tons. 

Baltimore 33  856      17,833    ".16  0-23     " 

Harper's  Ferry..     2,204        4.145  Dec  1,951     " 
Other  points....     8,032        9,173      ".1,141    " 


180,496    163,501  Inc.16,995    " 
Coal  for  Baltimore  and  Ohio  railroad  company 
from — 

Detmold's 19.022 

Mt.  Savage 5^213 

Eckhart Mines \b^ 


25,794 
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Of  general  tonnage,  the  details  may  be  seen  in 
(he  appmdedj  tables  J  anrl  K. 

In  lb-  reveine  of  tbf  Main  filtpm,  it  will  he  »ren 
in  the  Treasurer's  statement,  and  in  table  R,  that 
there  has  tjetn  a  comparatively  small  decrea.^,—* 
much  less  fa  ling  off  than  was  justly  appi-ehended 
at  the  beginning  and  during  the  first  haH.^'f 'j** 
year.  It  wi  1  be  seen  also  thatl  this  difference  .'«e« 
in  the  passenger  receipts,  owiijg  without  doubt  to 
the  competitian  of  more  advancf^d  routes.  The  re- 
venue  of  ihejWashingldn  braiich  has  exhibited  a 
handsome  increase.  I 

The  expeiises  of  transportalfon,  as  reported  by 
the  Treasurer,  shows  a  small  iiciease  on  the  VW<»t» 
Stan,  but  a  large  one  on  the  Washington  branch. 
Much  of  the  totter  increase  wasi  owing  to  a  correc- 
tion of  accounts  between  the  Hwo  roads,  rendered 
necessary  by  the  previous  omi^ion  to  charge  off 
from  the  boots  of  the  Main  Stfm  to  those  of  the 
Branch  road  portions  of  codimon  expenditure, 
which  could  lot  be  separately  pntered  when  first 
returned.  Such  an  omission  lor  the  future  has 
been  guarded  against. 

Table  R,  will  exhibit  a  more  [accurate  compara- 
tive statemen   of  the  expenses  on  the  two  roads. 

I  cannot  cl>se  this  report  without  repealing  cor- 
dially my  thaaks  to  the  officers  pnd  the  givat  body 
of  employeesK)f  the  company  nfader  my  direction, 
for  their  faitfalul  co-operation  ;  cor  omit  the  remark 
at  the  end  of  mv  la«>t  annual  report  azainst  tlu  use 
of  intaxicatin, ;  drinks.  I  am  n  /rre  conjulent  every 
day  that  to  their  use  we  owe  remotely  or  immediately 
all  the  misdem  -anors  to  which  the  service  is  subjected. 
All  of  w  lich  is  respectfully  submitted. 


Eno 


General 


"W.M  Parker, 

Superintendent . 


AND  Ohio  R. 


"} 


inker's  OpncE,  Baltimore,  i 

Baltimore,  October  1st,  1652. 

Thomas  SwaIin,  Esq.,  Presiden' : 

In  the  annu  il  report  now  submitted,  I  adhere  to 
the  heads  use<  in  the  similar  jrdports  of  preceding 
years,  referrii  g  to  those  reports  lor  such  details  %» 
they  contain. 

Description  of    Work  under]  Ccnstruclion. 

All  the  wore  upon  the  200  mjles  between  Cum- 
berland and  liTheejing,  bad  be^n  provided  lor  by 
contract  or  oil  erwise  at  the  datejof  my  last  annual 
report,  as  the  ein  stated— the  last  of  the  contract 
work  having  teen  let  in  Decembbr,  1850.  Il  is  not 
necessary  to  r  peat  the  minute  account  of  the  work 
upon  the  line  fhich  will  be  founjd  in  the  reports  of 
the  three  yean  previous  to  the  present,  and  I  will 
notice  therefoe  only  that  which  is  of  prominent 
importance  aid  chiedy  upon  thk  part  of  the  road 
not  yet  compleed. 

TunTuls. — There  are  12  tunnels,  the  shortest  of 


which  is  upon 
long,  and  the 


the  158th  section 
ongest  ufon  the 


ind  is  but  105  feet 


am 

p2d  section,  4.100 
feet.  They  aie  all  completed  eXrept  one  of  2.350 
feet  upon  the  163d,  and  one  of  1^50  feet  upon  the 
172il  section.  Everett's  tunnc'  of  300  feet  upon  the 
32d  section  ha  t  bf  en  arched  with  brick  fo:  about 
half  its  length.  McGuire's  and  Hodemer's  tunnels, 
of  500  and  400  feet  respectively  lupon  sections  65 
and  68,  are  tim  >ered  throughout  ttieir  whole  length. 
The  Kingswooi  tunnel  of  4  100  teet  on  section  83 
is  also  supported  by  timbers  for  more  than  half  its 
length.  Murray's  tunnel  of  250  ^et  on  section  84, 
requires  no  arc  iiing.  The  Glovelr's  Gap  tunnel,  on 
section  152  of  ilO  teet,  is  timbered,  and  so  is  Mar- 
tin's tunnel  of  l  ho  fett,  upon  sectior.  100.  Batons' 
tunnels  on  sect  ons  158  and  159,  ril  105  and  300  feel 
respectively,  re^  |uireno  support  except  a  small  part 
of  the  latter.  '  'he  "  Board  Tree]'  tunnel  ot  2  350 
feet  upon  sections  163,. has  been  propped  with  lim- 
ber as  it  has  i  dvanced,  and  so^is  the  Welling 
tunnelof  1.250  eel  upon  sections  872.  Shepherd's 
tunnel  of  400  feft  upon  section  l8v  needs  no  artifi- 


cial  support. 


tunnels  as  here  ofore  stated  is  abdut  iO  500  feet  or 


2  miles.    They 
cepting  Murray 
white  sand  ston'; 


QOt  others  with 

Bridges. — All 
line  have  been 
They  are  114  in 


be  aggregate  iefgth  of  these   12 


are  all  excavated  in  slate  rock  ex- 
's en  the  81th  section,  which  is  in 
The  quality  of  Lhe  rock  forming 
the  roofs  of  the  Several  tunnels  is  yery  various,  and 
bence  the  necesiiiiy  of  sustaining  siome  of  thtra  and 
imber  prepafatorji  to  arching. 

the  bridges  of  maijrnitude  upon  the 
mentioned  in  previous  reports. — 
number.    Only  tjwo  of  the  larger 
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class  are  in  an  unfinished  state.  The  principal  one 
upon  the  road  which  crosses  the  Monongahela  a 
mile  above  Fairmont,  has  3  spans  6f  200  leet  each, 
supported  at  a  height  of  4ft  feet  above  water  sur- 
face, upon  two  piers  and  two  abutments  of  mason- 
ry, with  a  superstructure  of  cast  and  wrought  iron, 
the  only  timber  aboat  it  being  the  floor  beams  sup- 
porting the  track.  The  nexf  is  over  Wheeling 
Creek,  at  the  end  of  the  road,  and  consists  of  two 
spans  of  75  feet  at  a  height  of  about  38  feet  above 
water.  The  abutments  are  very  massive,  and  the 
one  on  the  north  side  of  the  creek  lorms  the  retain- 
ing wall  of  the  station  grounds  at  the  terminus  of 
the  road ;  while  the  passenger  house  covers  the 
eastern  halflof  the  bridee,  the  superstructure  of 
which  is  upwards  of  70  feet  in  width  and  entirely 
of  iron,  except  the  floor. 

De^t  Buildings. — There  are  but  two  points  upon 
the  line  at  which  permanent  station  buildings  are 
at  this  time  in  course  of  erection.  At  Piedmont. 
28  miles  west  of  Cumberland,  an  engipe  house  has 
been  built  of  circular  form  with  room  for  16  loco- 
motives and  tenders,  it  has  an  iron  roof  upon  a  new 
model,  combining  lightness  and  economy,  with  am- 
ple strength  and  entirely  proof  against  fire.  An 
extensive  shop,  for  repairs  of  the  rolling  stock,  is 
in  progress  and  will  in  the  course  of  the  winter  be 
prepared  for  the  reception  of  the  stationary  machin- 
ery which  has  been  engaged  for  it.  At  Wheeling 
-there  have  been  some  10  acres  of  ground  secured  at 
a  point  about  2  miles  south  of  the  terminal  station 
at  the  mouth  of  Wheeling  creek,  for  an  outer  or 
machinery  depot,  on  which  all  the  necessary  build- 
'  ings  for  the  shelter  and  repair  of  Ippmotives  and 
cars  will  be  erected,  and  wnere  a  house  for  the  ac- 
commodation at  first  of  several  engines,  and  after- 
wards to  be  converted  into  one  of  the  worlcshops  will 
be  immediately  put  up.  The  improvement  of  this 
property  contemplates  two  houses,  each  to  hold  16 
engines,  a  work  shop  100  by  200  feet,  and  a  foun- 
dry and  smiths  shop  each  50  by  100  feet ;  also  frame 
houses  for  the  shelter  of  cars,  and  a  water  house 
holdings  tank  reservoirs.  The  inner  station  build- 
ings now  being  erectjd  on  the  north  side  of  the  creek 
comprise  a  freight  house  with  4  tracks,  94  feet  wide 
and  340  feet  long,  a  passenger  hall  of  60  teet  front 
and  45  feet  deep  with  a  shed  roof  extending  back 
over  tne  bridge  as  above  mentioned,  and  making 
the  entire  length  of  passenger  building  360  feet. — 
On  the  south  side  of  the  creek  there  will  be  a  house 
in  the  form  of  a  quarter  of  a  circle,  to  contain  3 
engines  and  6  cars  f  t  the  passenger  business. — 
Water  is  nrovidrd  for  the  engines  at  this  point  from 
the  reservoir  of  the  Wheeling  water  works. 

Progress  of  the  Construction.  * 

The  track  on  this  day  has  reached  the  16lstsec 
tion  at  the  Littleton  Station,  on  the  South  Pork  of 
Fish  crck,  arid  two  miles  east  of  the  ''  Board  Tree" 
tunnel— from  thence  to  Wheeling,  a  distance  of 
forty  miles,  the  graiuation  will  all  be  completed 
by  the  middle  of  November,  excepting  the  Board 
Tree  tunnel,  which  cannot  now  be  finished  until 
after  the  opening  of  the  road.  This  work  has  been 
retarded  by  several  causes,  among  which  the  inet- 
ficiencv  of  the  original  contractor  has  latterly  been 
the  chief  reason,  which  would  not  furnish  a  suit- 
able excuse  for  its  backwardness,  had  it  been  prac- 
ticable to  have  superseded  him  by  one  of  great^r 
capability  at  an  earlier  period.  The  work  has  been 
recently  transferred  to  the  bands  of  the  energetic 
and  skilful  contractors  who  have  just  finished  the 
Glover's  Gap  tunnel  at  the  152d  section,' and  it  will 
by  them  be  pressed  forward  as  rapidly  as  possible. 
The  same  expedient  will  be  resorted  to  here  as  at 
the  Kingwood  tunnel — viz;  the  passage  over  the 
natural  surface  of  the  ridge  by  gradients  of  steep 
inclination.  The  summit  over  this  tunnel  is  300 
feet  high,  being  80  i'ef\.  greater  than  that  of  the 
Kingwood  tunnel,  yet  the  inclines  are  S9  located  as 
to  give  planes  of  much  less  activity,  there  being  no 
ascent  greater  than  6  leet  in  the  hundred,  instead 
of  upwards  of  10  feet  in  the  hundred,  as  at  the 
Kingwood  ridge.  A  locomotive  will,  for  this  rea- 
son, perform  twice  as  much  work  as  upon  the  lat- 
ter grade,  and  there  will  be  no  risk  of  the  train 
sliding  backwards  with  locked  wheels  as  occasion- 
ally happened  upon  that  grade  when  the  rails  were 
slippery. 

By  the  end  of  the  present  month,  at  latest,  the 
track  is  expected  to  be  laid  over  this  ridge,  af\er 


which  it  will  advance  rapidly  to  the  "  Wellin, 
tunnel  on  the  172d  section,  nine  miles  west  of  the 
'  Board  Tree"  tunnel,  and  pass  through  the  Well- 
ing tunnel  by  the  first  of  December,  at  farthest — 
where  it  will  be  within  twenty-eight  miles  of 
Wheeling. 

The  laying  of  rails  is  about  to  be  commenced  at 
Wheeling,  iron  having  been  forwarded  thither  by 
the  Pennsylvania  works,  and  by  the  first  of  Decern 
ber  it  is  expected  that  fifteen  miles  eastward  there- 
from will  have  been  put  down,  leaving  an  interval 
of  but  thirteen  miles  to  lay  in  all  the  month  of  De- 
cember; and  this  can  very  readily  be  done  by  a 
single  party  of  workmen. 

It  will  thus  be  seen  that  there  is  little  room  left 
for  fears  of  disappointment  in  the  public  expecta- 
tions, which  have  been  all  along  encouraged  to 
look  for  the  final  completion  of  the  line  by  January 
1,  1853. 

Of  the  unfinished  work  left  behind  by  the  track 
as  it  has  advanced,  the  only  two  items  of  critical 
importance  are  the  Monongahela  Viaduct  and  the 
"  Board  Tree"  Tunnel.  The  former  has  been  vex- 
atiously  delayed  by  the  difliculties  which  have  at- 
tended the  foundations  of  its  two  piers,  especially 
the  eastern  one,  the  site  of  which  fell  in  deep  water, 
and  where  the  bed  of  the  river  was  a  mass  of  tim- 
ber, buried  in  mud— upwards  of  100  trunks  of  trees 
and  logs  having  been  extracted  therefrom  in  the 
erection  of  the  trestle  bridge,  by  which  the  river  is 
now  passed.  The  piers  will  both  be  built  upon 
solid  rock — the  western  one  is  now  rapidly  advanc- 
ing to  completion  and  the  foundations  of  the  other 
will  be  secured,  it  is  hoped,  in  the  course  of  this 
month.  The  iron  superstructure  has  been  built  to 
the  Mount  Clare  shops  and  is  ready  to  be  put  up, 
and  the  western  span  is  now  being  transported  in 
the  site  of  the  bridge.  I  still  hope  to  see  the  entire 
bridge  up  by  the  opening  of  the  road.  "Wie  trestle 
bridge  which  now  carries  the  track  and  by  aid  of 
which  the  iron  work  will  be  erected  is  very  sub- 
stantial, and  th«  only  fear  respecting  it  would  be 
from  an  ice  flood  in  the  river,  not  likely  to  happen 
until  it  gives  place  to  the  permaneat  superstruc- 
ture. 

The  Board  Tree  tunnel  requires  a  good  deal  of 
work  for  its  completion.  The  heading  drift  admit- 
ting the  passage  of  air  through  the  tunnel  was  fin- 
shed  in  June  last,  and  if  it  had  been  possible  to 
have  forced  the  work  on  with  suitable  speed  from 
that  time,  the  whole  bottom  and  approach  cuts  of 
the  tunnel  might  have  been  removed,  the  track  laid 
through  it  this  month,  and  the  passage  over  the 
ridge  avoided.  As  matters  now  stand  it  will  not  be 
practicable  to  accomplish  this  by  January,  and 
hence  the  inclines  over  the  hill  must  be  used  after 
the  opening  of  the  road  for  a  time — but  I  trust  a 
^hort  one,  as  the  work  will  be  driven  with  all  pos- 
sible dispatch.  The  delay  to  passengers  and  freight 
at  this  point,  will  not  however,  be  serious,  and  there 
will  be  entire  safety  in  the  transit. 

Cost  of  the  Work  under  Construction. 

In  the  last  annual  report  as  in  those  preceding  it, 
I  submitted  statements  of  the  cost  of  the  road  as  or- 
iginally estimated  prior  to  placing  it  under  contract, 
and  as  subsequently  revised  by  the  application  ol 
contract  prices.  Periodical  revisions  of  such  esti- 
mates aje  customary  and  proper,  and  these  should 
acquire  increased  precision  as  the  work  advances. 
In  continuance  therefore,  of  the  series  of  corrected 
estimates  of  my  previous  reports,  I  now  submit  an- 
other revision,  which  in  the  present  stage  of  the 
work,  so  near  its  completion  must  leave  less  room 
for  error  than  any  which  have  preceded  it,  ana  I 
will  take  this  opportunity  to  present  in  one  view, 
the  successive  estimates  of  the  series,  with  such  ex- 
planatory remarks  as  may  be  necessary  to  show 
that  each  was  founded  upon  data  on  which  there 
was  good  reason  to  rely. 

In  my  report  to  you  of  February,  1849,  exhibiting 
the  first  estimate  of  the  cost  of  the  road  from  Cum 
berland  to  Wheeling,  founded  upon  instrumental 
surveys  and  computations  of  excavation,  masonry, 
etc.,  I  placed  the  amount,  as  re-stated  in  my  report 

to  you  of  October  29th,  1849,  at 86,865,012 

This  estimate  preceded  the  contracts  for 
any  part  of  the  road,  and  was  founded 
upon  the  judgment  of  your  engineer 
in  reference  to  the  value  of  the  work 
to  be  done.  ^ 


In  my  report  of  October  29th,  just  nam- 
ed, is  the.first  revision  of  the  original 
estimates,  by  the  application  of  the 
contract  prices  of  the  first  three  let- 
tings  then  made,  and  covering  about 
one-half  of  the  line ;  and  this  revision 
reduced  the  estimated  co.st  of  the  road, 
including  tunnel  masonry  to 6,278,713 

And  showed  an  apparent  sav- 
ing of $885,268 

Upon  a  close  comparison  of  cor-  ,       . 
responding  items — and,  af\er  - 
an  allowance  of  5  per  cent 
on  the  revised  estimates,  the 
apparent  saving  still  amount- 
ed as  here  seen,  to S5S6,28l 


In  my  report  to  you  of  November  15th, 
1850,  not  printed,  but  referred  to  and 
the  figures  of  the  estimate  set  forth  in 
my  last  annual  report  of  October  1st, 
1851, 1  oflTered  a  second  revision  of  the 
estimates  which  gave  as  the  result,  in- 
cluding similar  items $6,460,324 

And  showed  an  increase  of $181,593 

Due  to  the  change  of  route  at  ,,  . 

the  west   end  of   the    line, 

which  increase,  but  for  the 

deduction  made  from  the  cost 

of  the  railway  on  the  whole 

line  and  of  graduation  and 

bridging  on  the  part  of  the 

line  not  then  let,  would  have 

been $436,276 


This  increase,  it  will  be  seen,  grew  out 
of  a  cause  quite  beyond  the  control  of 
this  department. 
Deducting  the  estimated  cost  of  tunnel 
masonry,  which  was  put  down  at 
$250,000,  this  last  revised  estimate  of 
November  15th,  1850,  and  October  9, 

1851,  stood  at $6,210,324 

Upon  this  estimate  the  financial  arrangements  of 
the  board  were  founded,  as  appears  in  their  annual 
report  of  last  year.  Up  to  the  date  of  that  report  and 
even  beyond  it,  I  entertained  and  expressed  the  be- 
lief that  the  excess,  if  any,  would  be  small.  1  am 
now  called  upon  to  acknowledge  that  the  belief  was 
not  well  founded,  and  to  admit  that  1  was  too  san- 
guine in  entertaining  it.  Explanations  however 
honest  and  sufficient  in  themselves,  of  surplus  ex- 
penditures in  such  cases,  cannot  be  expected  to  re- 
concile the  proprietors  of  the  work  to  the  unsatis- 
factory result,  but  they  must  nevertheless  be  offered 
by  the  party  whose  foresight  they  call  in  question — 
and  I  will  proceed  briefly  to  touch  upon  the  piinci- 
pal  particulars  of  the  subject. 

The  turiher  revision  of  the  estimates  now  oflTer- 
ed, is  as  follows : 

Estimated  value  of  viork  still  to  be  done  at  this  date 
{October  \sl,  1852,)  by  the  time  the  road  is  opened 
to  Wheeling  and  shortly  thereafter. 

Graduation $161,000 

Maionry 61,000 

Ballast  for  track 35,000 

Cross  tics 17,500 

Spikes 5,000 

Chairs 1,000, 

Laying  rails 23,000 

Transportation  of  rails 42  000 

Bridge  superstructures 48  000 

Water  stations 13,000 

Station  buildings,  engine    houses   and 

shops 54,000 

Road  department,  completing  ballasting 

a^  adjusting  track,  removing  track,  '"    ' 

reltnoving  slips  and  preparing  tne  road 

for  business 42,000 

Puneiiing,    straightening    and    loading 

rails  at  Locust  Point 900 

Miscellaneous  work 8,000 

Engineer  department 12,000 

Right  of  way 3,000 

Contingencies 8,600 

Total $685,000 
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Add  balances  dae  upon  contract  work. . .      195,000 

Total  amount  of  work  to  be  done  and  pay 
ments  to  be  made $730,000 

Add  to  this  the  total  amount  reported  by 
the  Treasurer,  to  have  been  expended  ' 

to  this  date,  (>:tober  Ist,  exclusive  of 
locomotive  machinery,  interest  and 
Wheeling  property 6,145,277 


And  the  present  revision  of  the  estimates 

will  exhibit  an  aggregate  cost  of 6,875,277 

Amount  brought  forward $6,875,:^7 

This  amount  will  be  subject  to  a  credit 
for  iron  and  other  materials,  stock,  &>c 
on  hand  at  the  completion  oi  the  work, 
of  about ^,000 


4» 


Reducing  the  above  aggregate  to $6,815,277 

And  it  will  also  be  subject  to  a  deduction 
on  account  of  the  following  named 
items : 

Surveys  made  prior  to  the  commence- 
ment of  the  construction  and  not  in- 
cluded in  the  estimates  but  included  in 
the  statement   of   money  ex- 
pended  873,360 

Tunnel,  archiDg  and  timbering.    25,196 

Permanent  improvements  at  Lo- 
cust Point 4,000 

AtMouctClare lO.OQO 

On  the  line  west  of  Cumberland, 
not  embraced  in  the  oiiginal 
or  revised  estimates 71,000 


183,556 


Which  reduces  the  present  estimate  to..  $6,631,72 1 
Comparing  it  however  with  ihatof  Nov. 

15,  1849 6,210,324 


We  still  have  an  excess  to  account  for 

of $421,397 

Upon  this  I  offer  the  following  explanatory  re- 
marks. In  my  reports  upon  the  five  several  lei- 
tings  by  which  the  graduation  and  masonry  we''e 

£  laced  under  contract  between  April,  1849,  and 
•ecember,  1850,  I  called  the  attention  of  the  boaro 
to  the  low  prices  of  the  proposals,  and  expressed 
my  fears  that  many  of  the  sections  and  jobs  oi 
masonry  would  have  to  be  relet,  although  no  work 
was  awarded  to  any  party  whose  testimonials  diu 
not  speak  sufficiently  in  his  favor  to  warrant  tht- 
beliet  that  with  close  economy  of  management  and 
under  the  most  favorable  circumstances,  he  migni 
complete  his  engagements  with  the  company. 
These  apprehensions  were  shown  afterwards  to  be 
well  grounded ;  for  out  of  the  200  sections  of  the 
line  it  has  been  found  necessary  to  find  new  con 
tractors  lor  88,  and  for  28  of  the  bridges.  Of  this, 
abandoned  work,  9  sections,  including  section  77, 
one  of  the  heaviest  upon  the  line,  and  8  bridges 
embracing  the  viaduct  over  Wills'  Creek  at  Cum 
berland,  the  two  over  the  Potomac  on  the  2lst  and 
30th  sections,  the  one  over  Cheat  river  on  the  76ih 
and  that  over  the  Monongahela,  near  Fairmont,  on 
the  r23d  section,  were  undertaken  and  completed 
by  the  company,  and  have  been  executed  in  a  bet- 
ter mann<*r  than  they  could  have  been  under  any 
contract,  but  undoubtedly  at  an  enhanced  price. 
The  work  thus  deserted  by  the  original  contractors, 
and  in  some  cases  b)  those  who  succeeded  them 
in  consequence  generally  of  their  inability  to  do  it 
at  their  prices,  was  necessarily  re-let  at  an  advance 
in  every  case,  and  the  aggregate  increase  of  cost 
from  this  cause  has  been,  as  it  may  well  be  sup- 
posed, extremely  large,  and  of  itself  more  than 
sufficient  to  absorb  the  5  per  cent,  allowed  for  su 
perintendence  and.  contingencies.  That  allowance 
would  have  been  larger,  but  for  the  expectation  ex- 
pressed in  my  last  report,  that  the  saving  upon 
some  sections,  and  in  railway  tracks  and  tunnel 
masonry,  would  assist  in  counterbalancing  the 
losses  by  the  re-lettings  and  by  the  increase  in  the 
quantity  of  the  work,  chiefly  upon  the  first  divis- 
ion due  to  the  change  in  its  location  and  plan  for 
the  accommodation  of  the  prospective  canal  and 
•lack  water  from  Cumberland  to  the  mouth  of  Sav- 
age river.  And  this  hope  I  continued  to  indulge 
until  the  date  of  the  last  annual  report.  Up  to  that 
time,  however,  the  heaviest  work,  which  was  upon 
the  third  division  of  the  line,  was  still  quite  unfin- 


isheii.  The  final  estimates  upon  most  of  that 
work,  disappointed  me  in  their  amount,  and  added 
largely  to  the  previous  advance  upon  the  contract 
estimates.  The  character  of  the  graduation  upon 
this  part  of  the  line  (covering  24  sections)  made 
accurate  estimates  in  the  first  instance  impossible, 
and  the  quantity  of  excavation  and  embankment 
as  originally  calculated,  were  largely  increased  by 
slides  from  the  precipitous  mountain  slopes.  Tiiis 
cause  of  addition  to  the  work  has  operated  exten- 
sively throughout  the  line,  and  has  contributed 
heavily  to  the  cost  of  grading,  although  I  am  glad 
to  be  able  to  assure  you,  that  the  road  bed  is  now, 
and  promises  to  t)e  tor  the  future,  as  solid  and  se- 
cure as  need  be  desired. 

The  causes  of  increased  cost  just  noticed,  refer 
to  the  graduation  and  masonry,  the  principal  heads 
of  expenditure  upon  such  a  line  as  this.  There 
has  been  also  some  increase  in  the  cost  of  water 
stations,  and  also  in  the  very  indeterminate  item  of 
"  right  of  way."  The  expense  of  superintendence 
which  was  not  specially  et^timated,  will  have  am- 
ounted as  usual  updn  such  lin<'sto  about  $1,000  per 
mile.  Numerous  contingencies,  such  as  the  ex- 
penses of  bringing  large  bodies  of  hands  to  the 
line  of  the  work — law  and  legislative  expenses,  and 
a  host  of  small  charges,  amounting  in  the  aggre- 
gate to  a  considerable  sum,  have  helped  to  swell 
ihe  tide  of  expenditure.  Lastly,  the  cost  of  pertect- 
ing  the  drainage  of  the  road  bed  and  adjusting  the 
track  for  an  average  period  ol  about  a  year  alter 
the  opening  of  the  first  division,  has  added  not  a 
•little  to  'he  amount.  1  am  not  able  at  this  time, 
lully  to  set  forth  the  particulars  ot  these  several 
heads,  but  propose  to  do  so  when  the  whole  road 
shall  have  been  completed,  and  all  the  final  esti 
mates  upon  contract  work  returned.  I  believe  the 
present  revised  estimate  will  be  found  sulficient  lor 
the  work  specified  therein  ;  and  ih-'  execution  ol 
which  will  accomplish  the  main  ohjeclofopen 
ing  the  road  for  trade  and  travel  to  Wheeling.  In- 
dee.l,  that  object  will  be  accomplished  by  a  less  ex 
penditure  than  that  provided  for  in  this  estimate;  as 
it  will  not  be  practicable  lully  to  complete  alt  the 
works  which  it  comer  plates  by  the  lime  ttie  track 
is  closed.  Enough  will  have  been  done  however, 
lo  justify  a  beginning  of  the  business  of  the  road, 
and  the  lurlher  required  acco.nmodations  will  be 
-peedily  provided  alter  the  first  train  passes 
(hrough. 

Of  one  thing  I  can  assure  yourself,  the  board  and 
the  stockholders — that  the  work  will  have  been 
well  executed.  The  road  bed,  with  few  inconsider- 
able exceptions,  is  graded  for  two  tracks — the  ma- 
sonry and  superstructure  of  the  bridges  are  of  the 
most  durable  character — the  water  stations  built 
and  furnished  in  the  best  manner  and  the  principal 
-taiion  and  engine  houses,  constructed  in  a  spaci- 
ous and  substantial  though  simple  style. 

It  is  more  usual  than  perhaps  generous  to  com- 
mend the  excellence  or  excuse  the  costliness  of  one 
work  by  comparing  it  with  others  which  may  hap- 
pen to  fall  short  of  it  in  the  former  or  exceed  it  in 
the  latter  respect.  I  suppose  that  I  should  not  be 
withheld  by  a  scrupulous  delicacy  Irom  doing  that 
/or  which  the  prevailing  example  of  professional 
men  would  be  my  warrant,  and  I  therefore  might 
annex  a  list  of  a  few  works  of  a  character  more  or 
less  similar  to  the  Baltimore  and  Ohio  Railroad, 
which  appears  to  compare  unfavorably  with  this 
work  in  these  aspects.  Upon  reflection  however, 
1  think  it  sufficient  to  instance  one  ot  those  lines, 
which  as  a  work  well  known  to  us — parallel  in  po- 
sition to  our  own,  and  sharing  the  trade  of  the 
West  with  us,  may  be  properly  instanced — I  speak 
of  the  New  Yorit  and  Erie  road,  which  in  the  re- 
port of  its  directors  of  Dec.  24,  1851,  is  stated  to 
have  cost,  "exclusive  of  engines,  cars,  steamers, 
stations,  &c,"  $43,333  per  mile.  The  Baltimore 
and  Ohio  railroad  west  of  Cumberland,  exclusive 
of  similar  items  will  have  cost  but  $33, 158  per  mile 
— the  difference  in  its  favor  being$IO,l75per  mile. 
Vet  the  Erie  road  passes  through  a  much  less  diffi- 
cult country,  and  is  graded  for  a  single  track  for 
most  of  its  extent,  and,  without  the  smallest  intend- 
ed disparagement  to  that  great  work  or  to  any  one 
protessionally  or  otherwise  connected  with  it,  1 
leel  I  may  say  that  the  Baltimore  and  Ohio  rail- 
road compares  advantageously  witii  it  in  the  dura- 
bility ot  most  of  its  works. 
Before  leaving  the  subject  of  estimates,  1  would 


refer  for  a  moment  to  that  oi  '  Machinery"  for 
working  the  road,  which  in  mfr  report  of  October 
29th,  1849,  is  placed  at  $500000— and  which  has 
recently  bee  i  re-estimated  by  the  Greneral  Superin- 
tendent, and!  with  my  full  concurrence,  at  consider- 
ably upwadds  of  twice  that  sum.  It  will  be  ob- 
served that,  pn  my  report  referred  to,  the  stock  of 
machinery  estimated  tor  was  <^nly  that  required  to 
carry  over  tne  -new  road  between  Cumberland  and 
Wheeling  tke  trade  supposed  to  traverse  that  part 
of  the  line  auring  the  first  yett  alter  its  opening — 
not  including  any  part  ot  the  enlaiged  establish- 
ment of  motive  power  and  car$  required  on  the  old 
roa</ east  of  iCumberland,  by  the  vastly  increased 
business  thiis  thrown  upon  it.  It  will  moreover  be 
noticed,  thai  the  trade  and  revenue  assumed  in  my 
estimate  w»  but  about  twolil^rds  of  that  upon 
which  theeaimates  of  the  Cre^ral  Superintendent 
are  founded  and  which  I  eariestiy  hope  may  be 
realized  by  {the  actual  operations  of  the  coming 
year.    All  df  which  is  resp«ci|ully  submitted. 

pzss.  H.  Latrob^,  Chuf  Engineer. 

Tbeabovd  reports  were  prepared  for  no  such  ob- 
ject as  that  for  which  we  us^  them,  but  for  the 
information  ot  the  stockhold^s,  and  are  similar, 
in  all  respebts,  to  that  publt«^ed  by  the  company 
for  a  series  >f  years.  Both  inj  the  engineer's  and 
superintendi-nt's  reports,  all  discrepancies  between 
the  fact  an([  ih&  previous  esliri^ate,  ^k  aXw&ys  mi- 
nately  expU  ined,  so  that  the  stpckhelder  is  enabled 
to  see  exaci  ly  in  what  mann^^he  means  of  the 
company  hi  ve  been  expended^ 

Accompanying  the  report  aire  16  tabular  state- 
ments, the  ssveral  heads  of  which  we  subjoin  : 

1.  Geners  1  Financial  Statecpent  of  cost  of  road. 

2.  Statement  showing  Revlenue  and  Expenses 
for  the  year , 

3.  Statement  showing  Divk^end,  etc.,  paid. 

4.  Statement  showing  the  cbst  of  the  Washing- 
ton branch. 

5.  Statement  showing  the  revenue  and  exp<rnses 
of  the  WasI  ington  branch. 

6.  Statement  showing  the  i  ividend,  etc.,  on  tbe 
Washingtoi  branch. 

7.  Siatemint  of  the  number <^l 
Main  stem  tind  Washington  branch,  owned  by  the 
Baltimore  ahd  Ohio  railroad  cbmpaiy,  and  exhib- 
iting the  n«|t  cost  of  expenses  for  repairs,  &/C.,  .'"or 
the  same,  fo^  the  year  ending  ifeeptember  30,  1852. 

8.  Statement  of  the  number  of  Tonnage  and 
Passenger  fJars  on  the  Mai*  stem  and  Wash- 
ington bran:h,  owned  by  the  Baltimore  and  Onio 
railroad  coEipany,  and  exhibiting  approximately 
the  net  expiinses  of  repairs  a|nd  renewals  of  the 
same,  for  the  year  ending  30th  September,  1852. 

9.  Abstract  of  commodities  transported  east- 
wardly,  fron.  the  several  depote  on  the  Main  stem 
of  the  Baltinore  and  Ohio  railroad,  to  Baltimore, 
during  the  twenty  official  years,  commencing 
October  1st,  18J^,  and  ending  Spptember  30th,  1851, 
inclusive.  ^ 

10.  Abslrajct  of  commodities  transported  west- 
wardly,  on  <he  main  stem  of!  the  Baltimore  and 
Ohio  railroaii,  to  the  several  Repots  on  the  line  of 
the  road,  dtiring  the  official  year  ending  30th 
September,  1851. 

11.  Tabular  Statement,  shotting  the  number  of 
passengers  chrried  from  each  station,  upon  the  line 
of  the  Balti^iore  and  Ohio  raflroad,  and  upon  the 
WashingtonJ  branch,  during  tt<e  year  ending  Sept- 
ember  SOth,  ^852,  with  the  redaction  of  the  same 
to  passeitgeri  carried  one  mile. 

12.  Statement  detailing  tM  operations  of  the 
road  for  the  year  ending  SepietoberSOth,  1851,  and 
an  estimate  <if  the  cost  of  the,  fseveral  operations 


f  locomotives  on  the 


both  in  gtosi 
per  mile. 


amount,  and  foi 


passengers  ur  ton. 
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13.  (jomparisunuf  theezpen'>fs  ol  transpurtaiioD 
office  with  thuse  ot  1850,  on  Mtia  sum. 

I4    Trade,  revenue,  exppnoes,  profiis,  and  divi 
dfnds,  r>t  the  Baltimore  a^d  Ohio  railroad,  from  thr 
time  of  its  opening,  ia   loSO,  to  the  prisenl  date 
September  30th,  185-A  "  '    ! 

15.  Comparison  of  the  cost  of  constraction  and 
operation  upon  eight  of  the  leaaing  railroads  of  the 
United  States,  compiled  from  their  most  recently 
published  reports. 

17.  Condensed  statement  of  the  operations  of  the 
Washington  road,  lor  the  year  ending  September 
30ih,  1852.  ^ 

18.  Revenue  of  1851  and  1852  compared, 
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Indiana  and  IlllnbU  Central  Railroad. 

We  give  in  another  column  a  description  ot  the 
route  of  the  above  road,  with  an  estimate  of  its 
probable  cost.  By  referepce  to  a  map  of  the  West 
ern  States  it  will  be  seeajthat  the  proposed  route 
will  connect  the  capitolsdf  Indiana  and  Illinois  by 
nearly  a  straight  line.  Nut  only  this,  but  the  a- 
bove  will  form  a  portion  bt  a  remarkably  direct 
line  of  road,  passing  through  the  capitols  of  the 
three  great  western  States,  Ohio,  Indiana  and  Illi- 
nois, which  will  be  extended  to  the  w^Mern  bound- 
ary of  Missouri  by  the  Hannibal  and  St.  Joseph 
railroad  by  the  most  direct  route  possible,  and  one 
Coincident  with  the  convenient  route  of  travel 
through  the  western  States,  and  in  time,  probably, 
to  the  Pacific    [        ;  t 

In  the  <Vest  too,  in  case  of  the  refusal  by  the  Illi- 
nois legislature  to  grant  a  charter  to  the  straight  line 
between  Terre  Haute  and  St.  Louis,  the  proposed 
road,  in  connection  with  the  Alton  and  Sangamon, 
would  constitute  a  pretty  direct  line  from  Indian- 
apolis to  St.  Louis,  and  would  supply  a  link  in  the 
extension  west,  of  the  great  lines  of  road  concen- 
trating at  Indianapolis,  the  want  of  which  is  begin- 
ning seriously  to  be  felt. 

The  above  project  is  attracting  much  attention 
in  Indiana  and  Illinois,  and  is  enlisting  a  warm 
and  efficient  support  in  its  favor,  and  will  probably 
be  carried  forward  vigorously  to  its  completion.  If 
well  sustained  at  home,  we  tbiiik  it  would  form  an 
attractive  project  to  capitalists  and  the  public. 


Klnanccs  of  Ctnelnnatl* 

The  taxable  property  of  Cincinnati  City,  accord- 
ing to  the  assessments  in  1851,  was  S43,402,8l0.  In 
185'2  it  was  S5'2,46-2,110;  but  the  actual  value  of 
tazables  at  tair  valuation  now  reaches  to  at  least 
8100  000,000.  -I'l  ■ 

The  entire  debt  of  the  City,  on  the  1st  Jannary 
last  was  S2  240  000.  S450  000  of  that  sum  is  a 
loan  ot  credit  to  four  Railroad  Companies,  where|a 
first  mortgage  on  the  respective  roads  is  given  to 
secure  the  city  in  the  repayment  of  the  amount  with 
interest — so  that  in  fact  the  city  debt  is  $450,000 
lebs  than  the  amount  stated  above. 

The  city  owns  in  her  corporate  capacity  real  and 
personal  property  within  her  limits,  including  the 
Water  Works,  valued  at  84,575  677  35. 

This  estimate  does  not  include  the  city's  stdck  in 
the  Whitewater  Canal  Company,  which  cost  «430- 
000,  but  is  now  ot  uncertain  value.    The  rcyeoue 

ol  the  city  fi>i   I85Q   arising  from    taxation  and  all 
sources  was  S433,200. 

The  population  of  the  City  in  1850,  was  117,350. 
On  the  Isi  January,  1853,  it  was  160,120.    . 


Coal  and  Coal  Blocks. 

Speculation  has,  within  a  year  past,  been  turned 
toward  eoal  lands  and  coal  stocks,  under  the  idea. 
>hat  Iron)  the  rapialy  increa^iogr  demand  for  coal, 
ihe  value  of  this  article  was  lik' ly  to  be  very 
largely  increased.  We  see  no  reason,  however,  to 
believe  that  any  extravagant  advance  is  to  take 
place ;  ai:d  have  no  doubt  that  the  present,  and  the 
works  in  progress,  will  continue  to  furnish  an 
abundant  supply,  at  very  nearly  the  old  rates. 
One  half  the  capacity  of  the  Pennsylvania  hnes 
we  do  not  think  has  been  reached,  notwithstand- 
ing all  said  to  the  contrary.  It  is  reasonable  to 
suppose,  that  the  mines  now  worked  are  those  roost 
conveniently  located,  and  which  produce  the  best 
article.  Such  we  have  no  doubt  is  the  fact,  and 
those  coming  into  use  must  compete  with  the  old 
ones  at  a  manifest  disadvantage,  and  of  course  be 
less  profitable. 

Another  conclusive  evidence  to  our  minds,  that 
these  new  schemes  are  comparatively  worthless,  is 
the  fact  that  they  are  owned  and  managed  in  Wall 
street.  Did  they  possess  an  intrinsic  value,  they 
would  have  been  taken  up  and  carried  on  as  pri- 
vate enterprizes.  A  man  who  has  a  good  thing  does 
not  invite  the  public  to  share  his  good  luck.  By  no 
means.  It  is  only  when  it  is  weak,  that  he  calls 
for  public  support.  Most  of  the  money  that  will 
t>e  made  out  of  these  bogus  scheme?,  will  come 
out  of  the  public,  not  out  of  the  coal  mines.  Many 
of  them  are  got  up  to  impose  upon  the  credulous 
and  unsuspecting,  and  to  provide  fat  places  and 
agencies.  These  "ill  answer  very  well  as  footballs 
for  Wall  street,  but  those  who  do  not  want  them 
for  this  purpose  will  do  well  not  to  touch  them  at 
any  price. 


Rookford  and  Roclc  Island  Railroad. 

At  a  meeting  of  the  Board  oi  Directors,  held  at 
Rockford  on  the  16th  ult,  the  contract  for  the  grad- 
ing, masonry,  bridging,  furnishing  material  (iron 
excepted)  and  laying  the  superstructure  for  the  se- 
cond division,  fiom  Dixon  to  Albany  was  awarded 
to  Mr.  Henry  Doolillle,  of  Dayton,  Ohio.  This 
road  commences  at  Beloit  on  the  north  line  ot  the 
State  of  Illinois  and  follows  down  the  valley  of 
Rock  River,  passing  through  the  towns  of  Rock- 
ton,  Rockford,  Byron,  Oregon,  Grand  De  Tour, 
Dixon,  Sterling  and  Como;  thence  directly  west  to 
Albany  opposite  Camanche,  on  the  Mississippi, 
thence  down  the  river  to  Rock  Island. 

The  second  division  crosses  Whiteside  county 
from  Dixon,  through  Sterling  and  Como  to  Albany 
seven  miles  below  Fulton ;  this  division  forms  a 
connection  with  the  Aurora  road,  and  makes  from 
Chicago  the  shortest  distance  by  railroad  to  the 
Mississippi.  --     .     v   v 

The  third  division  from  Dixon  to  Rockford  will 
be  put  under  contract  the  coming  suoomer.  The 
whole  line  of  this  road  traverses  one  of  the  finest 
and  best  settled  regions  in  northern  Illinois,  and 
abounds  ia  good  water  power,  passing  through  a 
succession  ot  flourishing  villages.  Its  north,  south, 
east  and  west  connections,  together  with  its  not 
competing,  but  feeding  and  being  led  by  other  pro- 
jects must  make  it  a  good  road. 

The  following  gentlemen  compose  the  board  of 
directors:  John  Dement,  of  Dixon;  Simeon  Samp- 
son,of  Como;  S.  Hapoer,  of  Albany ;  Jacob  Bo- 
hart,  of  Camanche,  Iowa;  R  B.  Mason,  of  Chica- 
go ;  John  A.  Holland,  of  Rockford ;  Waite  Taicott, 
of  Rockton. 

Prestdent,  John  Dement,  of  Dixon;  Secretary 
and  Treasurer,  J.  B.  Brooks,  of  Dixon;  Chief  £n- 


eiiieer,  R.  Ogilby, ot  Dixon;  Cunsulting Engineer, 
R  B.  Mason,  Engineer  in  Chief  of  the  Illinois 
Central  railroad.  "  .n-    ^'.v  r^*^*; 


Railroads  In  Georgia. 

Southwestern  Railroad. — The  engineers  are  now 
engaged  in  surveying  a  route  from  Oglethorpe  to 
Americus.  They  have  passed  over  one  of  the  pro- 
posed lines,  and  find  the  distance  to  be  ninet«en  and 
a  half  miles.  They  are  now  on  a  second  route, 
and  will  probably  survey  a  third,  when  one  of  them 
will  be  selected.  The  prospects  are  highly  favor- 
able for  the  early  completion  ol  this  road.  Allthe 
stock  required  to  be  taken  by  the  citizens  of  Sum- 
ter, has  been  subscribed  for,  and  the  first  instalment 
paid  in.  Americus  is  a  flourishing  and  healthy 
village,  and  will  no  doubt  in  a  few  years  be  equal 
in  business  and  population  to  any  other  town  in 
south  western  Georgia. 

Eat^mton  and  MiiledgeviUe  Railroad  is  nearly 
completed.  The  cars  run  daily  to  within  3  miles 
of  the  former  place,  and  arrangements  have  been 
made  to  convey  passengers  to  Elatonton  without 
delay.  |.  :.         ;•-'  ^'a-V' 

Atlanta  and  West  Point  Rail-Mid. — The  cars 
reached  LaGrange  on  the  27th  of  January.  The 
remaining  seventeen  miles  of  the  road,  from  La- 
Grang?  to  West  Point,  are  nearly  completed,  and 
soon  there  will  be  a  continuous  line  of  railroad  be- 
tween the  cities  of  Montgomery  and  Charleston. 

Tke  ConnelUvllle  Railroad. 

We  have  obtained  the  following  statement  of 
the  various  routes,  &c.,  of  this  contemplated  road, 
as  ascertained  by  the  survevs  of  1837. 

Distance  from  Cumberland  to  Pittsburgh,  by 
Will's  Creek  route,  154  miles — grade  66  feet. 

Distance  by  Jennings'  run  route,  144  miles — 
grade  116  feet. 

Distance  by  Baltimore  and  Ohio  railroad  and 
Great  Youghiogheny,  174  miles — grade  116  feet. 

The  grade  by  Will's  Creek  and  Jenning's  run 
routes,  refers  to  that  part  of  the  road  between 
Cumberland  and  Castelman's  river.  Upon  reach- 
ing the  latter  point,  the  grade  is  very  moderate  all 
the  rest  of  the  way  to  Pittsburgh. 

The  Youghiogheny  route  runs 34  miles  in  Mary- 
land, Will's  Creek  9  miles,  and  the  Jenning's  run 
19  miles. 


Savanna  Branch  Railroad. 

The  stocuholdeis  ol  the  Savana  Branch  Railroad 
Company  at  their  meeting  on  the  26th  ult.,  elected 
the  following  directors:  "' 

D.  A.  Knowlton,  C.  Martin,  Geo.  Parinton,  Silas 
D.  Clark,  Seymour  G.  Bronson,  all  of  Frseporti 
Jobii  H.  Adams,  of  Cedatville;  John  B.  Turner, 
Wm.  H.  B'own,  Thomas  Dyer,  E.  S.  Wadsworth, 
Charles  Walker.  Hugh  T.  Dickey,  all  of  Chicago  j  ;» 
Porter  Sargent,  of  Savanna.  .v.,     ■;;  >  .:'•.; 

The  following  are  the  ofiicers  of  the  company ; — 
D.  A.  Knowlton,  President  and  Acting  Director. 

John  Van  Nortwick,  Chief  Engineer.  '• 

L.  W.  Guiteau,  Secretary  and  Treasujer. 

The  directors  instructed  their  engineer  to  locata 
the  line  and  prepare  the  work  for  contract  a«  larly 
as  practicable.  .  J". 

The  amount  of  8500,000  of  stock  authorized  to  ".^ 
be  subscribed  having  been  taken,  the  board  direct-     ; 

ed  the  book  of  subscription  to  be  closed.    '  ■  -  •'  '■'  -->*'--• 

IKTiibash  Valley  Railroad. 

We  learn  that  the  contemplated  railroad  from 
Toledo  following  up  the  valley  of  the  Maumee 
river,  and  down  the  Wabash  Valley  is  to  be  placed 
lorthwiih  under  contract.  »     ..-.>,....„  ,^«v. 


,j|»ip,»(lW»ll»«Jl-"'"«';  ■ 
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Railroad  Exblbltst 

We  give  this  week  the  report  ol  the  Chief  En- 
gineer and  Superintendent  of  the  Baltimore  and 
Ohio  railroad,  for  the  year  ending  Sept.  30,  1852 
They  are  interesting  in  showing  the  operations  of 
one  of  the  most  important  railroads  in  the  United 
States,  the  second,  in  length  of  line  and  cost.  We 
have  an  additional  reason  for  presenting  them  at 
this  time;  we  consider  them  to  a  certain  extent, 
models  which  other  companies  will  do  well  to  fol- 
low, at  any  rate  till  more  complete  and  perfect  ones 
are  produced.  We  desire  to  secure  from  all  com- 
panies lull  and  detailed  sUtemenU  of  their  aflfairs. 
As  a  means  to  this  end,  we  shall  continue  to  lay 
before  our  companies,  whatever  we  ncay  think 
worthy  of  imitation.  We  do  not  see  how  we  are 
to  get  on  much  longer  without  a  better  system  in 
the  statements  of  most  ot  our  companies.  It  must 
be  borne  in  mind  that  in  most  of  the  States,  no  re- 
porw  are  required  by  ih-jir  legislatures.  Es'en 
those  made  under  the  sanctions  of  law,  often  fail 
to  convey  any  clear  idea  of  the  state  of  the  compa- 
ny's affairs.  We  want  reports  that  are  made  vol- 
untarily, with  a  desire  to  communicatt  information, 
instead  of  suppressing  it.  The  public  must  insist 
upon  such  reports,  and  consider  the  neglect  to  make 
them  as  an  evidence  that  something  is  concealed 
that  will  not  bear  the  light.  Capitalists  all  over  the 
world  are  beginning  to  be  interested  in  our  public 
works,  and  it  is  most  desirable  that  they  should 
have  the  best  means  possible  of  lorming  a  correct 
and  favorable  opinion  as  to  their  value,  and  the 
manner  in  which  our  public  enterprizes  are  man- 
aged. In  endeavoring  to  effect  reforms  and  bring 
about  a  system,  the  necessity  of  which  all  admit, 
we  hope  to  have  the  aid  and  co-operation  both  of 
capitalists  and  railroad  companies. 

Pittsburgh, 

In  the  month  of  August,  1850,  the  population  of 
the  City  of  Pittsburgh  was  86,771.  In  January, 
J  853,  it  was  110,241.  The  value  of  taiables  S65,. 
000,000. 


averaged  about  111.  The  bonds  are  6  percent. 
A  sale  of  $1,250,000  of  Baltimore  and  Ohio  second 
mortgage  bonds  was  made  in  Baltimore  the  past 
week  at  about  91.50.  The  receipts  of  the  Erie  road 
for  the  month  of  February  are  stated  to  be  $308,000, 
those  ot  the  Hudson  River  $126,000.  t 

The  following  is  the  business  of  the  Mint  in  Phil- 
adelphia :  I 

COIKAGE  FOR  FEBRU4RT. 


GreemriUe  and  Columbia  Railroad. 

This  road  is  opened  to  Donaldsville,  103  miles 
from  Columbia,  and  is  expected  to  be  completed  to 
Greenville  38  miles  further,  by  the  first  of  July 
next,  as  well  as  the  branch  to  Auburn,  23  miles. 


Btoelc  and  Blonejr  Market. 

The  present  has  been  a  heavy  week  in  the  stock 
market,  and  most  of  the  fancies  have  suffered  a 
considerable  decline.  In  some  coal  stocks  there  has 
been  a  complete  break  down.  Confidence  in  a  great 
measure,  has  been  lost  in  the  coal  fancies,  in  par- 
ticular, and  they  are  consequently  forced  upon  the 
market  by  weak  holders,  which  is  overloaded,  and 
most  of  the  speculative  stocks  suffer  from  this  fact. 
The  check  which  speculation  has  received  we  re- 
gard as  likely  to  prove  highly  beneficial.  The 
prices  of  sound  securities  are  well  sustained,  and 
a  good  demand  exists  for  first  class  railroad  bonds 
and  stock.  There  has  been  an  active  demand  for 
money  for  the  past  week,  but  the  supply  is  still 
ample  for  all  legitimate  objects.  We  shall  not  be 
at  all  sorry  to  see  money  in  demand,  and  at  com 
paraiively  high  lates  for  some  months  to  come. 

Speculation,  lor  which  a  tight  money  market  is  the 
only  cure,  has  been  getting  too  rampant  for  some 
months  past,  and  needs  the  check  it  has  received. 

A  large  sale  of  bonds  S2,500,000,  issued  by  the 
Parkersborgh  railroad,  and  guaranteed  by  the  city 
of  Baltimore,  and  the  Baltimore  and  Ohio  railroad 
company  was  made  in  this  city  the  past  week,  and 


Gold.  Pieces. 

Double  Eagles 115,040 

Eagles 20,233 

duarter  EUigles 51  886 

Dollars 298,435 

Total 485,594 

Silver.  Pieces. 

duarter  Dollar 44,200 

Dimes 95  000 

Half  Dimes 135  000 

Three  cent  pieces 2,700,000 

Total 3,459,794 

Copper. 
Cents... 200,031 


Amount. 
S2,300  800  00 
20-2  330  00 
129,715  00 
298,435  00 


S2,93 1,280  00 

Amount 

$11,050  00 

9.500  00 

6,750  00 

81,000  00 


$3,039,580  00 
2,000  31 


$3,141,580  31 


Total 3,659,825 

GOLD  BULLION  DEPOSITED. 

Prom  California $3,517,000  00 

From  other  sources 31,000  00 


Total $3,548,000  00 

Silver  Bullion  deposited $13,560  00 

GOLD  DEPOSITED. 

'  1852.  1853. 

January. $4,161,633  $4,962,097 

February 3,010,222  3,548,000 


CIT 

Brooklyn  6's 
Albany  6's,  11 
Cincinnati  6 
St.  Louis... 

Louisville  6'4  l8tH0 

PitUburg  6's    1&69-1871 .. 

New  York  Ts,  1857 

New  York  5' s,  1858- '60.. 
New  York  5'!,  1870-'75.. 

New  York  5' J,  1890 

Fire  loan  5's  1886 

PhiladeiDhia6's,  1876-'90 

Baltimore  l870-'90 

Boston  5*8 


SEC  URITlESfBONDS. 

»- 

...Mk^  ■ 

1-1881 


Total...... 87,171,910 


$8,510,097 
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GOVERNMENT  AND  STATE  SECURITIES. 

U.S.  5's,  1853 lOOj 

U.S.  6's,  1856 107i 

U.  S.  6's,  lWb« w, I15i 

U.  S.  6's,  1862— coupon 116i 

U.S.  6's,  1867 120J 

U.S.  6's,  1868 I20i 

U.S.  6's,  1868— coupon 120} 

Indiana  5's 101  j 

Indiana  2J 564 

"      Canalloan6's 96 

"      Canal  preferred  5'8 37 

Alabama  5's 98 

Illinois  6'8,  1847 9li 

Illinois  6's — interest 62} 

Kentucky  6'8,  1871 llOi 

Maryland  6's 110| 

New  York  6's,  1854-5 108 

New  York  6's,  18t  0-'6l-'63 117 

New  York  6's,  1864-'65 120 

New  York  6's,  Jy.,  1866 120 

New  York  54's,  1860-'61 Ill 

New  York  5|'s,  1865 112 

New  York  5'8, 1854 '55 106 

New  York  5's,  l858-'60-'62 108 

New  York  5's,  1866 113 

New  York  44's,  1858- '59 '64 101 

Canal  certificates,  6'8,  1861 — 

Ohio  6's,  1856 t 104| 

Ohio  6's,  1860 109 

OhioG's,  1870 116 

Onio6'8,  1875 117 

Ohio  5's,  1865 lOtJj 

Ohio  7's,  1851 1054 

Pennsylvania  5's 964 

Pennsylvania  6'8,  1847,-'53 lOl 

Pennsylvania  6's,  1879 994 

Tennessee  5's 954 

Tennessee  6'8,  1880 IO84 

Virginia  6*8, 1886 „ 110| 


^ 


!06 
.1071 
.I03i 
,101 
98* 
,108 
.106 
.101^ 
.103 
.1041 

!l07i 
.109i 
.108 


IIAIXJIOAD  BONDS. 

Erie  1st  mor'.kii<e,  Ts,  1867 117 

Erie  2d  mo/t|  a^e,  7's,  1859. ..l. IO84 

Erie  income  7's,  1855 : 97| 

Erie  conveni  )ie  bonds,  7's,  1871 9l\ 

Hudson  Rivek  Istmort.,  Ts,  1869 106 

Hudson  Rivet  2d  nwrt.,  7's,  I860 98| 

New  York  arid  New  Haven  7s,  1861 105} 

Reading6'b   |870 92| 

Reading  mortgage,  6'8,  I860.... 964 

Michigan  Obtral,  convertible,  (J's,  1860 Ill 

Michigan  Soiith«'Tn,  7's,  1860  . , 1024 

Cleveland,  C\\.  a-ud  Cin.  7's,  1859 123 

Cleveland  and  Pittsburg  7's,  1800 102 

Ohio  and  Peitosylvania  7's,  186B 109 

Ohio  Central  p's,  l«6l [ 96 


RAILROAD  STOCKS. 

[correct Ei I  FOR  WEDNESDAY  lOF  EACH  WEEK.] 


Albany  and  Sf-henectady 

Boston  and  M  aine 

Boston  and  La  well 

Boston  and  V  ''orcester . . 
Boston  and  Piovidence  . 

Baltimore  ana  Ohio 3.    874 

Baltimore  and Susquehanua....  324 

Cleveland  andColumbus....  ..  Jl25 

Columbus  anii  Xenia ij  — 

Camden  and  Amboy .^^150 


Mar.  3. 
...1154 
..J.  105 
..«,  l(&i 
...1034 


Hudson  (canal). J 130 

964 

i  fjH 

1044 
1014 


Delaware  and 
EUistem  . . . 

Erie 

Fall  River . 
Fitch  burgh 
Georgia... 
Georgia  Central 
Harlem 

"      prefenjed 

Hartfora  and  ]  isw  Haven 
Housatonic  (preferred) 
Hudson  River 
Little  Miami  , 
Long  Island . . 
Mad  River..., 


Madison  and  Indianapolis ;.|04 

Michigan  Central. 

Michigan  Souheni \i 

New  York  and  New  Haven .... 

New  Jersey 

Nashua  and  Lowell 

New  Bedford  abd  Taouton 

Norwich  and  \y orcester..,. .... 

Ogdensburgh  , 

Pennsvlvania . 

Philadelphia,  "V^ilm'gton  &  Bait. 

Petersbuie .... 

Richmond  and  Fredericksburg.. 

Richmond  and  Petersburg . 

Reading 

Rochester  and  Syracuse , 

Stonington  ...J I]b7 

South  CaroUnal dPr^l 

Syracuse  and  Utica '.  Sm 

Taunton  Brancli p1l5 

Utica  and  Schenectady l{ 

Vermont  Centril ,  \^{ 

Vermont  and  Massachusetts.... 
Virginia  Centr^ 

Western L ]« 

Wilmington  ani  Raleigh ^7| 


Feb.  24. 

115 

105 

106 

103 
89i 
90| 
34 

125 

150 

130 
98 
884 

105 

102 


66 
115 
129 

35 

664 
lU) 

384 

99 
i05 
107 
134i 
111 
132 

117 

514 

87 

49| 

494 

lOS 

35 

89{ 
130 

564 
1221 
140 
115 
149 

204 

19 

40 
1014 

574 


Railroad   Lantera 

Our  readers  i^ill  find  an  advertiie'iaent  of  every 
Tiriety  of  railrotul  I<aatenu  in  ^n^h^r  page 
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Joarnal  of  Railroad  Iiavr. 

INJURIES  ARISING  PROM  MDTUIL  NEOLIGENCE. 

The  following  decision  of  Judge  Marshall,  of 
the  Baltimore  Common  Pleas  Court  in  the  case  of 
the  Baltimore,  Wilmington  and  Philadetphia  Rail- 
road vs  Temple  is  probably  in  accordance  with  the 
weight  of  authority  both  of  the  Courts  of  Mary- 
land and  of  most  other  States, — which  have  gener- 
ally held,  under  circumstances  like  those  in  ques- 
tion, that  although  the  conduct  of  a  defendant  may 
hare  been  the  pntnary  cause  of  an  injury  sustained 
by  a  plaintiff,  yet  the  latter  cannot  recover  any 
damages,  provided  his  own  want  of  care  was  the 
immediate  cause  ot  the  injury  which  he  has  sus- 
tained. 

Some  Courts  however,  like  that  of  Maine,  have 
held  that  a  modification  oi  this  rule  was  demanded 
by  sound  equity  and  law, — and  have  decided  that 
although  both  plaintiff  and  defendant  contributed 
to  an  injury  complained  of,  yet  if  the  defendant 
might  by  the  observance  of  ordinary  care  have  a- 
voided  doing  any  injury  to  the  plaintiff  he  is  liable 
for  a  reasonable  amount  of  damages  notwithstand- 
ing the  negligence  of  the  latter.  The  latter  doc- 
trine implies  the  principle  that  when  both  parties 
are  in  fault,  both  must  to  some  extent  suffer  the 
consequences. 

Without  undertaking  to  determine  which  view 
of  this  unsettled  question  is  most  consonant  with 
justice  and  public  policy,  we  subjoin  the  opinion  of 
Judge  Marshall  in  the  case  above  mentioned, 

"  As  a  desire  has  been  expressed  by  counsel  that 
I  should  reduce  to  writing  my  reasons  for  the  deci- 
sion in  this  case.  I  shall  proceed  to  do  so  in  a  few 
words.  The  case  of  Stokes  &,  Saltonstall,  in  13 
Peters,  decides  that  the  responsibilities  of  the  car- 
riers ot  passengfrs  is  not  the  same  as  that  of  a  car 
rier  of  goods,  who  are  amendable  for  all  losses  not 
resulting  Irom  the  act  of  God  or  of  the  public 
enemy  -,  but  that  the  carriers  of  passengers  are 
bound  to  use  the  utmost  care.  The  case  in  13  Pe- 
ters also,  I  think,  settles  the  point,  that  the  fact  of 
the  collision  in  this  case  must  be  taken  as  prima 
facie  evidence  ol  a  want  of  fare;  and  I  do  not 
think  there  was  evidence  to  rebut  this  presumption 
of  negligence;  but  on  the  contrary,  I  think  there 
was  evidence  of  fault  on  the  part  of  the  company's 
agent.  It  was  proved,  however,  that  the  plainiin  at 
the  time  of  the  accident  was  standing  on  the  plat- 
form, contrary  to  the  regulations  of  the  company, 
and  against  the  express  warning  at  the  time  of  the 
conductor  of  the  train,  and  (hat  the  sole  injury  he 
received,  was  from  the  crushing  of  the  platform 
against  his  foot.  Now,  the  collision  was  the  fault 
of  the  company ;  but  if  the  plaintiff  had  been  in 
side  the  car,  as  he  ought  to  have  been,  there  is  no 
doubt  that  the  only  injury  from  the  collision  would 
have  been  to  the  company  itself,  in  the  breaking  of 
the  car.  This  is  not  like  the  case  ot  Stokes  &  Sal- 
tonstall, where  Mrs.  Saltonstall  was  supposed  to 
have  enhanced  her  danger  by  the  unwise,  but  in 
stinctive  efforts  she  made  to  escape  from  all  im- 
pending injury.  Nor  is  the  case  in  1  Starkie,  cases 
49,  &C.,  where  a  party  in  imminent  danger  leaped 
from  a  coach,  and  was  injured  by  the  leap. 

In  both  these  cases  the  parties  caused  or  aggrava- 
ted their  injuries  by  their  own  acts,  but  they  were 
acts  naturally  resulting  from  the  danger  superin- 
duced by  the  negligence  of  the  carrier.  In  both 
these  cases  the  parties  were  free  from  fault  up  to 
the  moment  when  they  were  supposed  to  have  adop- 
ted unwise  means  of  escaping  from  a  danger  to 
which  they  were  exposed  by  the  faults  of  the  de- 
fendants. In  the  case  now  under  consideration,  on 
the  contrary  in  the  actual  state  of  the  case,  accord- 
ing to  the  evidence,  the  only  danger  to  the  parties 
was  from  his  position.  Certainly  his  injuries  were 
solely  the  result  of  his  position  on  the  platform. 
He  did  not  receive  his  injuries  in  escaping  danger 
but  from  having  voluntarily  and  deliberately  taken 
a  dangerous  position  against  the  rules  of  the  Com- 
pany and  in  spite  of  express  warning.  The 
obligations  of  the  carrier  are  of  the  highest  kind, 
and  are  sternly  insisted  upon  by  the  law.    But  the 


ftassenger  is  under  obligations  also,  and  if  he  vio- 
ates  them  and  his  injuries  are  clearly  the  immedi- 
ate result  of  such  violation,  I  think  he  cannot 
punish  the  carrier,  although  he  also  be  in  faalt.  I 
see  no  reason  why  the  principles  of  Irvine  and 
Sprigg  in  6  Gill  should  not  be  applicable  to  this 
case. 

The  principle  there  settled  is  that,  though  the 
primary  cause  of  the  injury  by  the  fault  of  the  de- 
fendant, the  plaintiff  cannot  recover  if  the  proxi- 
mate cause  of  the  injury  be  his  own  want  of  care. 
I  am  satisfied,  if  the  plaintiff  had  been  inside  the 
car  in  this  case,  he  would  not  have  been  hurt — he 
had  no  right  to  be  on  the  platform  ;  he  was  warned 
of  it.  I  think  he  cannot  recover  for  injuries  result- 
ing from  his  own  imprudence." 

THE  RIGHTS  OF  ORIGINAL    BTOCKUOLnERS  IN  CASE  OF 
EXTENSIONS  OP  ROADS. 

This  question  has  been  discussed  in  the  late  case 
of  the  Piqua  Branch  of  the  Eaton  and  Hamilton 
Railroad  Company.  This  was  an  application  for 
an  injunction  on  the  part  of  two  stockholders 
against  the  Directors  of  the  Company, — and  the 
principal  question  involved  was,  whether  in  con- 
structing the  Piqua  branch  of  the  road,  under  a 
Legislative  act,  the  Directors  could  in  pursuance 
of  that  act  avail  themselves  of  the  credit  of  the 
original  Company, — by  issuing  general  certificates 
of  stock  to  the  subscribers  to  the  Piqua  branch, 
the  same  as  those  issued  to  the  orxginal  subscribers 
to  the  road,  and  without  the  consent  of  all  the 
stockholders. 

The  Court  held  as  we  learn  from  the  Hamilton 
Telegraph,  that  the  Directors  could  not  legally  is- 
sue such  certificates,  and  that  the  principle  of  this 
decision  had  been  established  in  the  case  of  the 
Ohio  Stage  Company.  The  Court  did  not  hesitate 
to  say  that  the  Legislature  had  in  authorizing  the 
issuing  of  the  new  certificates  violated  its  contract 
with  the  original  stockholders.  For  a  charter  is 
virtually  a  contract. 

A  temporary  injunction  was  granted  against  the 
Directors,  but  the  same  does  not  affect  the  road  in 
Butler  and  Preble  county,  and  the  applicants  for 
the  injunction  were  lequired  to  give  bonds  in  the 
amount  of  SIO.OOO  to  sec^tre  the  tiamages  which 
may  be  awarded  to  defendants  in  the  event  of  the 
ultimate  dissolution  of  the  injuncti'm.  . 


under  contract  during  the  present  month;  all  taken 
by  planters  at  the  engineer's  estimates,  and  payable 
partly  in  stock,  when  graded  and  bridged.  This 
company  has  obtained  a  loan  from  the  two  per 
cent,  fund,  of  one  hundred  thousand  dollars,  for  ten 
years,  five  years  without  interest,  and  five  years 
with  interest  at  five  per  cent.  To  forty  thousand 
dollars  of  this  amount,  its  pro  rata  of  the  two  per 
cent,  fund,  the  company,  according  to  the  act  of 
congress  appropriating  the  same,  is  entitled,  as  a 
bonus.  This  road,  when  completed  to  the  state 
line,  will  connect  with  the  eastern  extension  of  the 
road  between  Vicksburgh  and  Brandon,  and  also 
with  the  Mobile  and  Ohio  road ;  and  thus,  in  view 
of  the  many  connections  now  in  process  of  con- 
struction, must  be  the  main  channel  of  travel  from 
the  northeast  to  the  southwest.  Its  great  advan- 
tage, however,  is  that  the  first  section,  between 
Uniontown  and  Selma,  must,  unless  every  reason- 
able calculation  prove  false,  be  ifxceedingly  profit- 
able. Besides  the  great  local  travel  and  trade  of 
the  very  fertile  section  through  which  it  will  pass, 
it  will,  at  Selma,  intercept  the  great  western  travel. 
The  Tcmbigbee  and  Warrior  rivers  are  rarely 
navigable  during  the  fall  months;  and  consequent- 
ly, freight  for  a  large  section  of  country,  west  and 
northwest,  will  seek  its  destination,  over  this  road, 
from  the  depot  at  Uniontown.  The  cost  of  this 
first  section,  thirty  miles,  will  be,  according  to  the 
liberal  estimates  of  Mr.  Troost,  the  chief  engineer, 
fifteen  thousand  dollars  per  mile,  including  depots, 
engines,  and  all  other  necessary  fixtures. 
Uniontown,  Ala.,  Feb.  1,  1853.  P. 


Obio. 


For  the  American  Railroad  JournaL 
Alabama  and  Mlaslaaippl   Rivera  Railroad. 

Editor  Railroad  Journal: 

In  the  list  of  railroads  for  Alabama,  contained  in 
the  Railroad  Journal  of  January  8th,  1853,  there  is 
one  entitled  "The  Alabama  Central."  There  is, 
according  to  my  irformation,  no  such  road  in  the 
state.  Some  years  since. a  charter  was  grante<l, 
under  that  or  some  other  title,  to  connect  Montgo- 
mery with,  I  think,  Vicksburgh.  That  charter  ex- 
pired by  limitation.  More  recently  a  charter  has 
been  obtained,  to  connect,  by  railroad,  Uniontown, 
located  in  the  centre  of  the  cane  brake,  (the  best 
cotton  region  in  the  state,)  with  some  point  on  the 
Alabama  river,  with  power  to  extend  the  road  west- 
wardly  from  Uniontown,  to  the  line  between  the 
states  of  Alabama  ami  Mississippi.  Under  this 
charter,  "The  Alabama  and  Mississippi  Rivers 
Railroad  Company"  ha*  been  organized;  Selma, 
the  southern  terminus  of  the  Alabama  and  Tennes- 
see railroad,  having  been  selected  as  the  terminus 
of  this  road  on  the  Alabama  river:  and  more  than 
half  the  amount  necessary  to  complete  the  road 
between  Uniontown  and  that  place,  having  been 
subscribed  by  private  individuals,  the  route  has 
been  located,  and  the  grading  of  more  than  two* 
thirds  of  it  is  now  under  contract.  The  balance  I 
of  the  grading  will,  in  all  probability,  be  placed | 


Cleveland  and  Mahoning  Railroad.— '^i  have 
received  the  first  annual  report  of  the  directors  and 
that  of  the  engineer  of  this  company,  to  which  we 
are  indebted  for  the  following  information  on  the 
subject  of  the  business  prospects  of  the  project,  and 
the  character  of  the  line  to  be  constructed. 

The  report  of  the  directors  considers  the  road  as 
favorable  and  suited  to  the  rapid  transportation  of 
passengers  and  freight.  The  strong  grade  encoun- 
tered by  all  the  roads  centering  at  Cleveland,  ex- 
cept the  Lake  Shore,  on  leaving  the  valley  of  the 
Cuyahoga,  will  be  found  no  great  difficulty  on  the 
present  line,  especially  as  its  descent  is  in  the  di- 
rection of  the  heavy  coal,  iron  and  produce  uade 
from  the  interior  to  the  Lake.C  .v-<.  <-.  ;u  s«,  t:;  , 

The  right  of  way  has  been  secured  for  nearly  the 
whole  distance  that  the  road  has  been  located,  on 
reasonable  terms,  at  rates  averaging,  including 
fencing  and  all  expenses,  about  S600  per  mile. 

The  directors  have  secured  spacious  depot 
grounds  at  Cleveland  including  a  passenger  station, 
two  convenient  points  to  accommodate  the  retail 
coal  trade,  and  a  steamboat  station  for  passengers 
and  freight,  with  a  suitable  front  on  the  Cuyahoga 
river,  and  affording  every  facility  for  the  handling 
of  freight. 

The  charter  of  the  company  authorizes  the  con- 
struction of  a  road  from  Cleveland  to  the  east  line 
of  the  State  in  the  direction  of  Pittsburgh.  It  has 
been  the  designof  the  company  to  continue  it  to  the 
latter  city,  or  to  connect  at  some  suitable  point  with 
the  Ohio  and  Pennsylvania  railroad.  Application 
for  a  charter  will  be  made  to  the  Pennsylvania  le- 
gislature for  this  purpose  as  soon  as  it  convenes 
and  there  is  no  doubt  but  that  it  will  be  granted. — 
The  application  wiH  be  sustained  by  t^e  directors 
of  the  Ohio  and  Pennsylvania  and  Pennsylvania 
Central  railroads.         ^'^ !  '^''    7""''  ■"^"'^'^ 

The  surveys  have  been  directed  witJioiit  regtriT' 
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to  local  interests  upon  the  line,  but  towards  the  dis- 
covery of  the  best  route  from  Cleveland  to  Pittsburg. 
These  cities  are  the  comnaercial  centres  of  the  re- 
gion, and  the  line  of  the  road  which  unites  them 
passes  through  the  richest  and  most  densely  popu 
lated  portion  of  the  Western  Reserve,  while  it  will 
command  without  /ear  of  competition,  the  whole 
home  trade  of  this  large  territory.  The  Cleveland 
and  Pittsburgh  railroad  might  be  supposed  from  its 
legal  name,  in  some  degree  to  occupy  the 
same  field,  it  runs,  except  for  a  short  distance  at  the 
western  extremity,  at  an  average  distance  of  20 
miles  from  the  Mahoning  road,  and  it  is  only  in 
connection  with  the  Ohio  and  Pennsylvania  rail- 
road, that  it  forms  a  communication  between 
Cleveland  and  Pittsburgh  8j  miles  longer,  and  over 
a  less  favorable  line  than  the  Mahoning  road. 

The  eastern  boundary  of  the  State  of  Ohio  from 
the  point  where  it  is  crossed  by  the  Ohio  and  Penn- 
sylvania road  to  the  Lake  Shore  road,  a  distance 
of  80  miles  is  not  intersected  by  a  railroad  line. — 
This  boundary  is  at  right  angles  to  the  course  of 
trade  to  Cleveland  in  one  direction,  and  to  Pitts- 
burgh in  the  other.  Through  no  portion  of  Ohio 
or  of  the  West  can  so  long  a  line  be  drawn  across 
the  current  of  trade  without  meeting  a  railroad, 
and  no  portion  of  the  State  is  more  crowded  with 
villages,  towns,  and  manufacturing  establishments. 
It  is  supposed  it  will  enjoy  a  larger  local  passenger 
traffic  than  any  railroad  now  terminating  at 
Cleveland,  To  support  this  view  it  is  stated  that 
eight  stages  now  run  daily,  each  way,  from  towns 
on  the  line  of  the  Mahoning  railroad,  to  Cleveland 
and  to  stations  on  the  Cleveland  and  Pittsburgh  and 
Ohio  and  Pennsylvania  railroads, 

8  stages  daily  at  7  passengers  each  way 1 12 

Travel  by  private  con  veyance 112 

■-:.•■.  ;-;■•  -.■     224 

equal  to  112  through  passengers,  this  amount  will 
probably  be  doubled  by  the  superior  facilities  af- 
forded by  the  railroad.  The  population  of  the 
townships  traversed  by  the  Mahoning  road  is  64 
per  square  mile,  while  that  of  the  whole  State  of 
Ohio  is  but  50  per  square  mile  by  the  census  of 
1850. 

The  line  passes  through  the  whole  coal  fieid  of 
the  Mahoning  valley  in  the  most  favorable  position. 
The  coal  trade  is  rapidly  increasing,  in  1849  the 
amount  cleared  on  the  canal  at  Youngstown  and 
Warren  for  Cleveland  was  751,837  bushels,  in 
1850,  1,389,901;  in  1851,  1,946,225;  and  in  1852, 
2,306,182  bushels.  It  is  now  transported  100  miles 
by  canal  and  pays  20  cenu  toll  per  ton.  The  Ohio 
canal  coal  is  transported  70  miles  and  pays  10  to  12 
cenu  toll  per  ton.  The  Mahoning  coal  costs  about 
50  cents  per  ton  more  on  iu  delivery,  and  its  sell- 
ing price  is  about  50  cents  per  ton  greater  than  the 
Ohio  canal  coal,  and  yet  it  furnishes  half  the  sup- 
ply of  Cleveland.  The  Mahoning  road  enters  the 
field  of  coal  58  miles  from  Cleveland,  and  will  pass 
sixteen  miles  through  it  at  a  level  just  below  that 
of  the  beds  worked,  and  over  grades  to  Cleveland 
not  exceeding  21  feet  to  the  mile  at  any  point.  The 
lowest  cost  of  delivering  the  coal  by  the  canal  ex- 
clusive of  tolls  and  exclusive  of  the  cost  of  unload- 
ing the  boats  is  $1,15,  amounting  to  a  rate  of  about 
2  cents  per  ton  per  mile  by  railroad.  At  the  pres- 
ent rate  of  increase,  the  production  in  the  Mahon- 
ing valley  will  in  the  year  1856  amount  to  250,000 
tons,  or  800  tons  per  day,  a  trade  alone  which  would 
justify  the  construction  of  the  road  from  Cleveland 
to  the  coal  region. 

The  Mahoning  valley  is  the  centre  of  a  large 


iron  trade,  130  tons  per  ^week  are  now  made,  and 
with  the  furnaces  to  be  put  into  blast  within  a  few 
months,  the  production  will  be  increased  to  about 
300  tons  per  week.  All  this  is  destined  for  the 
Cleveland  market.  One  rolling  mill  is  now  in  full 
activity  at  Niles,  another  is  in  preparation  and  a 
third  will  be  running  next  season  at  Youngstown, 
all  these  furnaces  and  rolling  mills  are  within  one- 
half  mile  of  the  Hue  of  the  road. 

•The  agricultural  products  of  the  road  will  be  very 
large,  judging  from  the  character  of  the  country 
traversed,  the  cheese  alone,  received  and  shipped 
at  Warren  in  a  single  season,  has  sometimes  run 
up  to  4,000  tons.  The  amount  of  flour  manufac- 
tured for  export  by  the  mills  on  the  line  of  the  road 
reaches  during  the  seaisoa  of  navigation  350  barrels 
per  day.  •  - 

Among  the  connections  of  the  Mahoning  road  are 
at  its  western  terminus — the  Junction  railroad  now 
constructing  to  Toledo  connecting  at  Sandusky 
with  the  Lake  Erie  and  Mad  River  road,  and  at 
Toledo  with  the  Southern  Michigan,  thus  opening 
avenues  without  transhipment  to  Chicago  and  Cin- 
cinnati. At  its  eastern  terminus  it  will  connect 
with  the  Ohio  and  Pennsylvania,  and  in  connection 
with  that  road  and  the  Pennsylvania  Central,  form 
a  connection  between  the  Lake  region  and  the 
cities  of  Pittsburgh,  Philadelphia,  Baltimore  and 
Washington, 

Summary  and  Estimate. 

Local  passenger  travel  equal  to  224  1 

through  passengers  daily,  at   three 
cents  per  mile 8216,646  00 

Through  passengers,  estimated  at  40  ■ 

each  way  per  day,  at  two  cents  per  ' 

mile 51,582  00 

150,000  tons  of  coal,  at  SI  20  per  ton 
for  65  miles,  including  rent  of  coal  j 

yards  and  docks   furnished  by  the 
company 130,000  00 

30,000  tons  of  iron  at  $2  per  ton 60,000  00 

25,000  tons  of  local  n:iscellaneous 
freight,  agricultural  produce,  mer- 
chandize, etc.,  etc.,  at  $3  per  ton ... .      75,000  00 

15,000  tons  of  through  merchandize  and 
freight  at  83  per  ton 45,000  00 


Deduct  40  per  cent,  for  expenses. 


8628,228  00 
.   251,201  00 


sisting  oar  I  kate  to  perfect  thi«,  another  »^tep  toward 


the  greatest 


with  the  work 


As  the 


Rock  Island  and  Chicago  railroad  ap- 


Total 
Elipenses  . 


Balance 


Net  inffome 


■ :    -.  r- 


IffS 


enterprise  of  the  age — they  will  proceed 


proaches  cdmpletion,  the  amount  of  travel  to  this 
point  will  lie  immense.  So  s^d  as  the  road  is  ex- 
tepded  wesi  ward — no  longer  a|  chimera,  but  a  mat- 
ter of  fact-  Davenport  will  assume  an  importance 
that  will  jlace  her  among  itie  first  cities  of  the 
West.  Th ere  is  then  a  ' gocntime  coming,'  which 
so  far  as  tlie  prospects  of  tb|s  citv  are  interested, 
will  soon  bf  realized." 

Providence  and  IVere^ster  Railroads 

The  folic  wing  are  the  several  statements  made 
by  the  offio;rs  in  charge  of  the  above  road  for  11 
months,  ending  30th  of  Novepiber,  1852. 
Receipts 
Trans  porta 

Mails ; 2  826  86 

Rents L J 2,254  41 


.J- 8130,172  28 

ion  of  merchandie  e : 1 08,490  56 


•ij 


Interest  pad  on  bonds  durini  eleven 
months 


Dividend  JKo  2.  paid   1st 

1852...^ 
Dividend 

1st,   1853. 


*j|y 


Mo   l,paid  Januaiy 


Surpluis 


87,450  00 

824,569  19 
This  am^tunt  under  directijon  of  the  board    has 


been  placed  to  the  credit  of 
count,  having  been  expended 
count  and  ^r  equipment 

The  financial  affairs  of  the 
of  November  1852  stood  tb^ 

Capital  sto^k  14,575  shares 

Bonds ij306,000 

Paid  in  I8f2 6,000 


Leaving  due  in  August  1860. 

Total  stock  and  bonds 

Dividend  pbyable  1st  January  1853.. 


00 


Net  profits 8376,937 

Equal  to  15  per  cent  on  82,500,000, 

The  report  concludes  by  expressing  the  wise  re 
solution  of  the  directors,  not  to  put  out  the  work 
until  subscriptions  be  secured  to  pay  for  grading, 
and  bridging,  and  the  payment  for  right  of  way  and 
depot  grounds, 

Mississippi  and  Mlssonrl  Railroad. 

We  see  in  the  Davenport  Gazette  an  oflicial  no- 
tice that  John  B.  Jervis,  Joseph  E.  Sheffield,  Hen- 
ry Farnam,  John  M,  Wilson,  Norman  B.  Judd, 
Ebenezer  Cook,  James  Grant,  John  P.  Cook  and 
Hiram  Price  have  incorporated  themselves  in  ac- 
cordance with  the  provisions  of  the  "  Code  of  Iowa," 
by  the  name  of  "  the  Mississippi  and  Missouri  R. 
R.  company,"  The  road  is  intended  to  unite  a 
point  on  the  Mississippi,  near  Davenport,  with  a 
point  on  the  Missouri,  in  Potawattomie  county, 
near  Council  Bluffs.  The  capital  stock  of  the  com- 
pany is  8b,0e0,000.  The  Gazette,  in  speaking  of 
this  enterprise,  says : 

"  Men  who  know  no  such  word  as  fail  have  or- 
ganized themselves  with  the  intention  of  immedi 
ately  commencing  the  work.  Under  the  act  grant- 
ing a  general  right  of  way  they  will  experience  no 
difficulty  in  obtaining  the  lands  on  the  route,  and 
without  delaying  for  the  slow  action  of  Congress— 
which  appears  determined  to  do  nothing  toward  as* 


Balance  on;  construction  account 

1851.... 

Paid  and  charged  during  IL  ^onlhs, 
ending  Nov.  30,  1852.... 


Deduct  su 
account 


|pl 


us   transferred 


Expended  f<>r  cars 

Expended  fdr  locomotives 

Total  cost  of   road  and 

Nov.  30,  i853 

Bills  receivable,  materials  ^: 


.8233,744  05 
,    104,367  83 


8129,356  22 

17,337  03 

112,019  19 


.843,725 


43,725 


the  construction  ac- 
this  year  for  that  ac- 
company on  the  30th 


81,457,000  00 


300,000  00 

1,757.500  00 
43,725  00 


81,601,225  00 

as  per  report  of 

81,570,529  22 


to  this 


20,<;52  60 
81,591,181  82 


24,569  19 

81,566,612  63 

103,415  32 

61,470  21 


equ  ipment 

1,731,498  18 

d  cash       69,726  82 


Total  cost  including  cash  and  proper- 
ty  , 81,801,225  00 

The  equi|>ment  con&ists  of  6  passenger  locomo- 
tives, 2  freight  locomotives,  l4  first  class  passenger 
cars,  3 second  class  passenger  and  baggage  cars,  I 
first  class  baggage  car,  1  milk  car,  155  freight, 
platform,  aid  gravel  cats,  &a. 

During  the  year  a  paint  sKop  has  been  built  at 
Providence  ana  an  engine  ho(ise  at  Lonsdale.  A 
track  has  been  laid  on  the  wes^  side  of  the  river  at 
Providence  as  far  as  Dorrabce  street  for  87,500. 
which  proves  a  great  convenience  in  the  transpor- 
tation of  freiight.  In  view  of  |an  increase  of  busi- 
ness the  directors  have  entered  into  a  contract  for 
a  new  locomotive,  and  to  have  built  35  platiom 
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aod  damping  cars.  Daring  the  year  the  passenger 
trains  hare  run  with  great  regularity,  and  no  pas- 
senger has  sustained  the  slightest  injury.  The  net 
income  for  eleven  months  exceeds  that  of  the  pre- 
vious twelve  months  by  $7,372  45.  Two  dividends 
amounting  to  6  per  cent,  have  been  declared  out  of 
the  net  income. 


Rallvrajr. 


:     iMdIan*  and  Illiaols  C antral 
Company. 

The  directors  of  this  company,  to  wit:  E.  W 
H.  Ellis  and  William  Sheets,  of  the  county  of 
Marion ;  Henry  G.  Todd  and  Edmund  Clarke,  of 
the  county  of  Hendricks ;  Hip^ins  Lane,  of  the 
county  of  Putnam;  E.  M.  Benson  and  A.  L. 
Roache,  of  the  county  of  Parke,  met  in  this  city  on 
the  16th  inst.,  and  perfected  their  organization  by 
Ihe  election  of  Col.  E.  M.  Benson  as  President, 
John  S.  Spann  as  Secretary,  and  John  Woolley  as 
Treasurer. 

The  report  presented  of  the  amount  of  stock  al- 
ready subscribed,  and  of  the  interest  taken  in  the 
work  along  the  whole  extent  of  the  line,  and  among 
the  prominent  citizens  of  Illinois,  was  most  grati- 
fying. Through  the  energetic  exertions  of  A.  M. 
Puett,  EUq.,  a  liberal  charter  was  promptly  grant- 
ed by  the  legislature  of  Illinois,  conferring  all  the 
privileges  and  immunities  necessary  to  procure  the 
right  of  way,  and  to  effect  a  consolidation  ot  the 
entire  line. 

The  directors  have  been  fortunate  in  securing 
the  services  of  Col.  T.  A,  Morris  as  chief  engineer, 
under  whose  direction,  the  survey,  location,  and  es- 
timates will  be  made.  The  work  Will  be  com- 
menced immediately,  and  with  every  assurance  of 
success.  '  f 

A  preliminary  sarvey  of  the  line  has  been  made 
by  A.  B.  Condit,  Esq.,  from  whose  report  the  follow- 
ing extract  is  made,  showing  briefly  the  character 
of  the  route  : 

"I  made  the  survey  of  the  Illinois  portion  in 
September  last.  On  arriving  at  Decatur,  Illinois, 
with  my  party  I  found  the  road  from  Springfield  to 
that  pfede,  .36i  miles  was  in  the  hands  of  the  '  Na- 
ples and  Decatur  Companies,'  the  State  having 
sold  its  interest  in  the  'Northern  Cross  Railroad' 
to  that  company,  binding  them  to  complete  the  road 
is  a  certain  length  of  time,  and  obligating  them  to 
expend  SlOO.OOO  on  the  work  previous  to  the  first 
of  February,  1853.  The  first  seven  miles  of  this 
road  from  Springfield  east,  was  graded  ready  for 
the  superstructure,  including  the  masonry  for 
crossing  Sangamon  river  by  the  State.  From  De- 
catur to  Springfield,  the  Sangamon  river  runs  near- 
ly due  west,  appropriating  to  itself  the  locality  of 
our  air  line  and  forcing  us  to  look  up  some  other 
route.  On  the  south  side  the  route  is  impracticable, 
being  a  very  broken  country  with  two  extensive 
tributaries  of  the  Sangamon  to  be  crossed,  and  the 
main  Sangamon  east  of  the  capital.  On  the  north 
we  have  only  the  north  fork  of  the  Saneamon  to 
cross  ea"»t  of  Decatur,  and  from  thence  the  route  of 
the  '  Naples  and  Decatur  Railroad'  is  over  a  level 
prairie  country  to  Springfield,  crossing  the  main 
Sangamon  seven  miles  east  of  the  city  on  the  State 
grade  and  masonry. 

"  Decatur  itself  is  3.5  miles  north  ol  our  air 
line ;  from  thence  east  we  diverge  south  of  east 
crossing  north  fork  of  the  Sangamon  two  miles 
east  of  Decatur,  and  reaching  our  due  east  line  to 
Indianapolis  U.5  miles  from  Decatur.  From  the 
Sangamon  to  the  Wabash,  80  miles,  the  road  for 
directness  of  alignment,  easy  grades  and  cheapness 
of  construction  cannot  probably  be  surpassed.  We 
cross  the  intermediate  streams  Kaskaskia,  Embar- 
rass, and  Brouillett's  creek,  with  a  grade  of  26  feet 
to  the  mile,  and  embankments  12  feet  high;  with 
this  exception  the  grades  vgry  from  level  to  J5  feet 
per  mthsvaiid  cuts  ^.Q^fiUs  from 0  to  5  feet  it^epth. 
70  mile^oflhis  distance  is  a  perfect  air  line  due 
east  and  west.  In  getting  a  crossing  of  the  Wa- 
bash we  are  highly  favored  by  nature.  The  Little 
Raccoon,  a  stream  about  5  miles  in  length,  coming 
in  from  the  west  in  our  course  with  a  valley  that 
lets  us  down  to  the  valley  of  the  Wabash  with  an 
easy  grade  and  light  work. 

"  On  the  east  side  of  the  Wabash  there  are  no 
bluffs.  We  pass  into  a  second  bottom  prairie  that 
lies  above  high  water.  On  this  second  bottom,  on 
the  east  bank  of  the  river  at  oar  crouing,  is  situa- 


ted the  town  of  Montezuma,  the  Wabash  and  Erie 
Canal  running  along  the  west  side  between  it  and 
the  river.    At  Leatherwood  creek,  3  miles  from  the 
Wabash,  we  leave  the  prairie  bottom  and  com- 
mence gently  making  the  ascent  of  the  Uble  lands, 
and  attain  the  summit  at  Rockvillethe  county  seat 
of  Parke  coun'y,  Indiana,  8.5  miles  distant  from 
the  Wabash.    From  Rockville  to  the  county  line 
east,  William's  creek,  and  Little  and  Big  Raccoon 
crossing  our  line  at  right  angles,  make  considerable 
broken  country,  and  will  be  the  most  expensive 
part  of  the  whole  line ;  from  thence  to  Eel  river  in 
Putnam  county,  the  country  is  quite  favorable, 
gently  undulating  and  level  with  occasional  small 
branches ;  from  Eel  river  to  Danville,  the  county 
seat  of  Hendricks  county,  the  country  is  of  a  sim- 
ilar character.    From  Danville  to  Indianapolis,  20 
miles,  the  upland  table  of  the  country  is  very  level : 
the  main  expense  will  be  in  the  bridging  and  em- 
bankment of  the  several  streams,  the  three  White 
Licks,  Abner's  creek,  two  Eagle  creeks,  and  White 
river  at  I'idianapolis." 

The  distance  from  Indianapolis  to  Decatur  is  150 
miles  ;  to  Springfield  186  miles. 

The  expense  is  estimated  by  Mr.  Condit  at  01,- 
883,897  or  812,553  44  per  mile,  but  the  character 
of  the  work  may  vary  the  expense  materially.  The 
estimates  will  be  made  by  Col.  Morris  for  the  com- 
mon track,  and  also  for  the  six  feet  gauge.  The 
character  of  the  road,  as  the  great  eastern  and 
western  thoroughfare,  may  require  the  adoption  of 
the  latter,  thereby  increasing  the  cost  cf  construc- 
tion. 

The  directors  appeal  with  confidence  to  the  pub- 
lic for  aid  in  carrying  forward  this  great  enterprise. 
Assurances  have  already  been  given  by  several 
contractors  of  their  readiness  to  propose  for  the 
construction  of  the  whole  line,  as  soon  as  the  ne- 
cessary stock  shall  be  secured.  Action,  energy, 
determination,  on  the  part  ot  its  friends,  will  carry 
it  through  triumphantly. — Indiana  Sentinel. 


Mad  River  and  Lake  Brie  Railroad. 

Comparative  statement  of  receipts  ftr  3  months 
ending  Jan.  31, 1853. 

RECEIPTS,  1852-53, 

November 851,698  96  "' 

December 33,42152 

January 32,915  30      '-.  : . 


Total 8118,035  78 

RECEIPTS,  1851-52.  •     k 

November 830,61786 

December 21,705  25 

January 16,463  70 


:.  ;;  ri 


I'l;  v?.iv' 


Total 868,786  81 

Gain,  about  72  per  cent 849,248  07 

The  increase  of  each  month,  over  those  of  last 
year,  is  as  follows : 

November 821 ,081  10,  or  about  69  per  cent. 

December 11,716  27,        do     54  per  cent. 

January 16,45160,        do    100  per  cent. 

Tonnafl^e  Arrived  at  Tidevrater  by  ^cray  oftbe 
Krie  Canal. 

I  The  statement  below  gives  the  total  tonnage  ar- 
riving at  tidewater  by  way  of  the  Erie  Canal,  for 
a  series  of  seventeen  years,  distinguishing  between 
the  tonnage  from  this  State,  and  the  tonnage  from 
Western  States : 

From  Western  From  this  State. 


Raali-rllle  and  Ne-tv  Orleans  Railroad. 

All  the  incipient  steps  have  been  taken  to  secure 
the  rapid  progress  of  this  magnificent  enterprise. 
Most  of  the  route  from  New  Orleans  to  the  Ten- 
nessee river  has  already  been  located,  and  a  con- 
siderable portion  of  it  placed  under  contract.  That 
portion  from  the  southern  terminus  to  the  Missis- 
sippi state  line,  it  is  designed  to  have  completed 
during  the  approaching  summer.  The  whole  line 
has  been  found  to  be  far  more  favorable  lor  build- 
ing a  good  road  than  was  anticipated.  The  mag- 
nitude of  the  work  is  scarcely  equalled  by  ^ny  now 
in  progress  in  the  Union.  It  will  be  over  600 
miles  in  length,  and  will  cost  at  least  810,000.000. 
About  83,500,000  are  now  available  for  the  com- 
pany's use,  independent  of  large  subscriptions  in 
several  counties  in  Mississippi,  through  which  the 
road  will  pass.  This  amount  will  be  sufficient  to 
complete  such  a  portion  of  the  road,  as  will  enable 
the  company  to  sell  their  bonds  to  aid  in  building 
the  remainder  of  the  great  work.  Mr.  Robb,  the 
eminent  New  Orleans  banker,  is  president  of  this 
road,  and  his  characteristic  energy  and  financial 
ability  will  be  brought  to  bear  in  furthering  the 
interests  and  success  of  the  company.  The  citizens 
of  New  Orleans,  who  have  hitherto  occupied  the 
back  ground  in  reference  to  internal  improve- 
ments, are  now  rousing  from  their  stupor,  and  are 
fully  convinced  of  the  fact,  that  if  they  would  re- 
tain the  commercial  supremacy  of  the  Mississippi 
valley,  they  must  ao  as  other  cities  are  doing;  that 
is,  build  a  .system  of  railroads,  which  will  connect 
them  with  every  section  now  tributary  to  them. 

For  many  tacts  relating  to  this  new  enterprise, 
we  are  indebted  to  Mr.  Jas.  H.  Grant,  chief  engi- 
neer upcD  the  Nashville  and  Chattanooga  railroad, 
bat  who  now  also  has  charge  of  the  middle  divis- 
ion of  the  Nashville  and  New  Oritans  road, 
extending  from  Canton,  Miss.,  to  the  Tennessee 
river,  a  distance  of  about  210  miles.  Mr.  Grant 
will  soon  retire  from  the  superintendence  of  our 
road,  which  has  reached  a  state  of  completicn  that 
no  longer  requires  his  supervision,  and  devote  his 
entire  attention  to  the  prosecution  of  his  new 
charge.  To  his  new  field  of  operations  he  carries 
a  well  earned  reputation  as  a  prudent,  accurate 
and  successful  practical  engineer,  and  an  accom- 
plished and  highminded 
Banner.  __  ,  .„.^    ,.....„  .^^^.,^. 


Tons. 

Total  Tons. 

364,906 

419,125 

331,251 

387.506 

336,016 

419,249 

264  596 

386,267 

309.167 

467,315 

308,344 

632,520 

258,672 

480,149 

378,969 

635,345 

491,791 

799,81b 

655,039 

959,590 

600,662 

1,107,270 

618.412 

1,431,252 

534,183 

1,184,337 

498,068 

1,266,724 

598,001 

1,371,859 

541,684 

1,508  677 

492,721 

1,644,699 

gentleman. — NasAvilU 


Year  States,  Tons. 

1836 54,219 

1837 56255 

1838 83,233 

1839 121,671 

1840 158,148 

1841 224,176 

1842 221,477 

1843 256,376 

1844 308,025 

1845 304,551 

1846 506.830 

1847 812,280 

1848 650,154 

1849 768  659 

1850.. 773,858 

1851 966,993 

1852 1,151,978 

The  tons  "from  this  State" are  arrived  at  by  as- 
suming that  all  the  property  from  '-western  States" 
reached  tidewater,  and  by  deducting  that  tonnage 
each  year  from  the  "  total  tons"  arrived  at  tidewa- 
ter. 

We  have  before  shown  that  the  tolls  on  the  pro- 
ducts of  this  State  setm  to  have  reached  their  max- 
imum, and  to  be  on  the  decrease,  while  the  tolls  on 
property  from  western  Slates  steadily  increase.  The 
results  as  to  the  tolls  are  corroborated  by  the 
above  statement  of  the  tonnage.  The  products  of 
this  State  coming  to  tidewater,  by  way  of  the  Erie 
Canal,  do  not  increase  with  a  reduction  of  the  rates, 
while  those  from  western  Slates  increase  largely. 

The  mere  increase  in  1852,  from  western  States, 
over  the  previous  year,  is  nearly  equal  to  the  whole 
amount  from  those  States  in  1842. 

The  amount  from  western  States  during  the  last 
year  is  nearly  double  that  from  this  State. 

it  is  seen  that  the  total  delivery  from  the  Erie 
Canal  has  about  doubled  in  the  last  ten  years, 
reaching  1,644,699  tons  in  the  last  year.  The  car- 
goes of  the  boats  which  delivered  these  tons  at  tide 
water  are  ascertained  to  average  80  tons. 

The  Governor  states  in  hi?  message  that  an  esti- 
mate has  been  made  by  the  State  Engineer  and 
Surveyor,  showing  that  by  an  expenditure  of  8409,- 
000  on  the  channel  of  the  Erie  Canal,  it  will  allow 
the  passage  of  boats  of  150  tons. — nearly  double  the 
average  cargoes  of  the  boats  which  delivered  the 
1,641.699  tons  at  tide  water  in  the  last  year. 

If  this  be  done,  and  at  the  rate  of  increase  be  no 
greater  than  for  the  past  ten  years,  it  would  take 
twenty  years  to  reach  the  capacity  of  the  150  tons 
boat.  Suppose  the  increase  to  be  twice  as  fast,  or 
equal  to  that  of  the  last  year,  it  would  still  take  ten 
years,  and  without  increasing  the  number  of  lock- 
ages. 

With  a  delivery  at  tide  water  last  year  of  1,644,- 
696  tons  from  the  Erie  Canal,  the  whole  tolls  on 
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the  cduais  we.e  over  »J,yoO,WO,  or  about  82  on  a 
ton  of  the  delivery.  At  the  present  rates  of  toll, 
it  may  be  assumed  that  every  ton  of  increased  ar- 
rival at  tidewater  will  add  33  additional  toll.  So 
that  when  the  delivery  at  tidewater  from  the  Erie 
Canal  shall  reach  3,000,000  of  tons,  whether  it 
shall  be  in  twenty  years  or  in  ten  years,  the  tolh 
may  be  $6,000,000,  and  at  that  jate  for  any  less 
time.  Every  increased  delivery  of  100,000  tons 
would  give  an  increase  of  $200,000  in  tolls. 


Pennaylvania  Railroad.  '  -  '  '' 
The  prosperity  of  this  road  must  always  be  a 
subject  of  deep  concern  to  our  citizens,  and  we  are 
glad  that  there  is  much  to  shoi7  that  it  is  now  firmly 
established  and  rapidly  progressive.  The  resultof 
•  every  month's  and  year's  operation  of  the  line, 
proves  that  it  is  continually  growing  in  public 
favor  as  an  avenue  of  intercourse  between  the 
west  and  east,  and  justifies  the  belief  that  it  will 
eventually  become  one  of  the  most  successful  im- 
provements in  the  country. 

We  recently  announced  that  the  receipts  of  the 
company,  during  December,  1852,  amounted  to  one 
hundred  and  ninety-eight  thousand  eix  hundred 
and  twelve  dollars,  wtiich  was  ef[uivaleDt  to  an 
increase  of  one  hundred  and  twenty-two  and  a  half 
per  cent,  over  the  income  for  the  same  month  in 
1851.  From  an  ofiicial  statement  just  sent  us,  we 
learn  that  the  receipts  of  the  road  for  the  month 
ending  January  3lst,  1853,  were  two  hundred  and 
thirty-three  thousand  five  hundred  and  thirty-six 
dollars  ;  which  is  an  increase  ot  thirty-four  thou- 
sand nine  hundred  and  twenty-four  dollars  over  the 
receipts  of  the  next  preceding  month,  December, 
1852 — and  an  increase  of  one  hundred  and  forty-one 
thousand  three  hundred  and  sixty-three  dollars,  as 
compared  with  the  receipts  in  January,  1852. 

These  figures  indicate  very  plainly,  that  our 
great  central  route  is  enjoying  an  extraordinary  de- 
gree of  success,  and  they  are  also  full  of  gratilying 
promise  for  the  future.  In  considering  them,  we 
find  occasion  for  congratulating  the  stockholders 
in  the  road  upon  the  excellent  character  of  their 
investment,  while,  at  the  same  time,  they  afford 
cause  for  even  more  pleasing  reflections,  with 
refprence  to  the  general  interests  ot  the  city. — 
PAil.  North  American. 


to  take  the  lease  ol  the  Somerset  and  Kennebec 
road  for  twenty  years — to  run,  and  keep  the  road 
in  repair,  on  a  rent  ot  six  per  cent,  per  annum  on 
its  cost  of  construction.  This  is  In  the  nature  of 
an  absolute  guaranty  to  the  stockholders  of  six  per 
cent,  for  twenty  years,  which  must  make  the  in- 
vestment a  safe  one.  at  least  to  the  subscribers  for 
stock  in  that  ealerpTise.— Augusta  Age. 


"Wide  ▼g.  Narrovr   Gauge.  | 

The  Rochester  N.  Y.  Union  relates  the  follow- 
ing incident  as  occurring  upon  the  New  York  and 
Erie  railroad,  illustrating  the  superiority  of  the 
wide  over  the  narrow  gauge  in  railroads.    It  says: 

Upon  the  arrival  ot  the  mail  train  at  Delaware 
station,  it  was  discovered  that  a  car  in  tne  tiain, 
loaded  with  10  tons  of  goods  belonging  to  the 
American  Express  company,  had  lost  a  wheel,  in 
consequence  of  the  breaking  ot  an  axle — close  to 
the  inside  of  the  wheel.  The  express  messenger 
had  not  discovered  any  difference  whatever  in  the 
motion  of  the  car.  The  wheel  was  subsequently 
found  four  miles  west  of  the  station,  the  train  hav- 
ing run  that  distance,  at  the  rate  of  25  miles  per 
hour,  with  perfect  safety.  The  bearingbr  journals 
being  inside  of  the  wheel,  the  axle  was  securely 
held  to  its  proper  place.  On  all  narrow  guage 
roads  the  journal  is  .upon  the  end  of  the  axle,  and 
outside  of  the  wheel.  The  late  Boston  and  Maine 
railroad  accident  is  a  lamentable  commentary  on 
outside  journals. 
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To  Hailroad  Contractors. 


ProTlBolal  RallToads. 

The  Sherbrooke  Gazette  states  "  that  Mr.  Gait, 
President  of  i4e  St.  Lawreace  and  Atlantic  railroad, 
who  went  to  England,  on  railroad  matters,  has  been 
very  successful.    A  union  of  the  St.  Lawrence  and 
Atlantic  road  with  the  Grand  Trunk  road,  has  been 
effected,  and  on  such  terms  as  will  be  likely  to 
place  the  shares  in  the  former  at  par,  if  not  at  a 
premium.    An  arrangement  has  also  been  effected 
with  the  Portland  company,  for  a  lease  of  their 
road  on  advantageous  terms— contingent,  however, 
on  power  being  obtained  to  build  a  bridge  over  the 
St.  Lawrence  at  Montreal,  (or  which  an  applica- 
tion is  to  be  immediately  made  to  the  Legislature, 
It  is  contemplated  that  the  bridge  will  be  stone 
piers,  with  iron  tubes,  varying  from  150  to  200  feet 
span,  with  a  centre  of  360  feet,  like  the  famous 
Menai  bridge.    It  will  be  the  first  thing  of  the  kind 
in  America,  and  do  infinite  credit  to  the  Province. 
Robert  Stevens,  the  great  engineer,  is  expected  to 
come  out  to  Canada,  te  decide  on  the  plans,  etc.— • 
We  also  learn  that  the  stock  of  the  British  Ameri- 
can Land  company,  which  a  few  years  since  was 
worth  only  six  or  seven  pounds  per  share,  is  now 
selling  in  England  for  fifty  pounds  per  share." 

Maine. 

Somerset  and  Kennebec  Railroad. — At  the  large 
meeting  held  in  this  city,  14th  inst.,  to  devise  means 
for  the  construction  of  the  Somerset  and  Kennebec 
railroad,  Mr.  President  Bronsoo  stated  that  the 
estimated  expense  of  building  the  road  from  Au- 
gusta to  Skowhegan,  and  placing  it  in  readiness 
for  the  cars,  did  not  exceed  $550,000,  to  which  an 
addition  must  be  made  to  the  extent  of  the  lecent 
advance  in  iron.  A  subscription  of  $300,000  is 
deemed  sufficient  to  secure  the  construction  of  the 
road— one  half  of  which,  it  is  said,  can  be  procured 
on  the  route  above  Waterville,  leaving  the  balance 
to  be  procured  on  the  lower  Kennebec  and  else- 
where. 

The  Kennebec  and  Portland  railro«4  company  it 


PACIFIC  RAlLflOAD. 

SEALEDjProposals  will  bek-eceived  at  the  office 
of  the  Pacific  Railroad  Qompany,  St.  Louis, 
Missouri,  uatil  the  first  day  o<  Apiil  next,  for  the 
grading,  masonry,  bridging  and  ties  for  twenty 
miles,  and  tntil  the  first  day  of  May,  fo(  about  sev- 
enty miles  additional,  termi'naiing at  Jeffejson  city. 
This  divisitn  is  mostly  in  the  Klissouri  valley,  and 
with  the  lac  lity  afforded  for  transportation  on  the 
river,  and  the  ability  on  the  sike  hill  cuts  of  using 
a  large  fore*  advantageously  during  the  best  part 
of  the  work  ng  season,  it  maylbe  worked  promptly 
and  economically.  There  will  be  st-veral  large 
bridges  on  i  lis  division.  The  work  will  be  di viced 
into  section;  of  about  five  miles,  but  contractors 
may  take  m  )re  than  one  sectiiin.  Offers  received 
either  for  ca  sh  payments  in  full,  or  a  portion  on  the 
stock  of  the  company.  Plans  and  profiles  will  be 
ready  lor  ii  spection  fifteen  djiys  before  the  dates 
given  above  and  at  any  time  information  will  be 
lurnished  bj  the  Engineer.  Jifcurity  will  be  re- 
quired for  th*  faithful  and  prompt  performance  of 
the  work.—  The  Company  p'^erve  to  themselves 
the  right  to  reject  6u>;h  oJOfers  las  it  may  not  seem 
to  their  intei est  to  accept. 

Other  portlions  of  the  road,  of  of  the  South  West 
Branch  maylbe  put  under  contfact  during  the  sea- 
son. tHOMAS  ALLEN.  President. 

UOS.  S.  O'SULlil VAN,  Engineer. 


Contractors. 


mmm 


Bfansfleld  and  Sandnsky  Railroad. 

The  tonnage  transported  over  this  road  the  past 
year  amounted  to  78,000  ton<!,  being  an  increase 

over  the  previous   year  of  44  per   cent.     Receipts    /-^u a?  t-o  b,„.^,   „i    „  n  u    ^  ^        ..      ^ 

,       f    .   u.  ^-wM  «.o  nn  r\  V^'Al-fc.U  Proposals  will  be  itceived  at  the  odice 

for  freight  were  $201,713  00;  or  an  increase  of  O  of  the  Mkysville  and  Big  S^odv  Railroad  Com- 
$31,112.  Receipts  from  passenger  transportation  pany,  in  the |  city  of  MayseiUe,  Kentucky,  until 
for  the  year  were  $96,t00,  showing  au  increase  ofP^^""^*)"'  ^P'^^  2nd,  1843,  at  sundown,  for  Grradu< 
41  per  cent.     Receipts  for   transportation   of  mail  f'l^.^^^J^f'**":^  "'".?'''>'-"»*.."'.'^s  »' l^ejoad, 


$14,000,  making  au  aggregate  cf  $305,000. 


Railroad  Iron. 

THE  undersignc'l  .\;3'cnt  for  the  manufactureis,  is 
prapared  to  contract  for  T  Rails,  of  the  usual 
pattern  and  weights,  to  be  delivered  on  board  ship  in 
Wales,  or  at  this  port. 
For  terms,  apply  to  JOH.^  H   HICKS, 

90  £cavcr  at. 
March  2d,  1863. 


To  Contractors. 

NIAGARA  FALLS  HYDRAULIC  CANAL. 

SELALED  Proposals  will  be  received  at  the  Office 
of  the  Niagara  Falls  Hydraulic  Company  at 
Niagara  Falls  until  Wednesday  the  twenty  third 
day  of  March  next  inclusive,  for  the  Excavation, 
Masonry,  Bridging,  Gates,  Waste- Weir, 
heads,  Docking,  &.c 


between  May sville  and  Springvllle,  (opposite  Ports- 
mouth, Ohio,)  Plans,  Profiled  and  Specifications 
will  be  read]  for  inspection  for  two  weeks  before 
the  day  of  let  ing.  I 

The  line  iiom  Springville  toj  the  mouth  ol  Big 
Sandy  river  will  be  put  under  contract  as  soon  as 
this  company!  receive  reliable  lassurance  ol  being 
met  at  that  pfint  by  the  Virginia  Central  Railroad. 
By  drderof  the  Board  cf  Directors, 
THOMAS  B.  STEVENSON,  President.  • 
CHAS.   B.   CHILDE,    f:kuf  Engineer. 
James  A.  Lee,  Secretary.        i 
January  201  >853. 


Fultoik  Car  Manufactory, 

CINCINNATI,  OHIO 

GEORGE  ^ECK  would  resppniully  call  the  at- 
,  lention  oi  Railroad  Companies  m  the  West  and 

Bulk-  i  .Sputh  to  his  eBtiblishment  at  Cincinnati.     His  facil- 
'ities  for  manufacturing  are  extensive,  and  the  means 


Plans,   Profiles  and  Specifications  may  be  seen  '  °^ '"'J^P'l?*^*"*  ^^  different  points  speedy  and  econ 
at  the  Company's  Office,  at  Niagara  Falls ;  also  at  1  ""i'.      r.-  u  ^*  t^^?'^!,*'^  "^  execBte  to  order,  on  short 
the  Office  of  the  Hon.  C.  S.   Woodhull,   No.  Sy^^U^'f     T        n^''^'!f^''^*'^*'^'**^™°5L^ 

The  Company  will  have  a  steam  drilling  machine 
on  the  work  after  the  fifteenth  of  March,  to  which 
they  wish  to  call  the  attention  of  Contractors. 

The  Company  reserve  the  right  to  accept  or  re- 
ject any  or  all  of  the  Proposals  as  they  may  con 
aider  for  the  interest  of  the  Company. 

E.  R.  BLACKWELL,  Chief  Engineer, 

m5  3t  Buffalo,  N.  Y. 


rucks.  Wheels  and  Axles,  and  kailroad  Work  gen- 
erally. !  , 
Cincinnati,  ^hio,  February  9,  1853. 


Brass  Tubes  for  JLocomotiTe  & 
Marine  Boilers.   ,    ;,    [ 

THE  undersignfd,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  ivlessrs. 
Allen,  Everett  &  Son,  of  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  1  hcse 
Tubes  are  found  to  answer  well,  and  are  now  in  most 
general  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out.  realize  about  half  the  amount 
lor  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

-  .  ;     JOHN  H.  HICKS, 
March  2d,  1863,  90Boaver«, 


£t|ia  Safety  Fuse. 

THIS  superior  article  for  igniting  the  charge  in  wet 
or  dry  blasting,  made  with  DUPONT  S  bestpow- 
der,  is  kept  for  #ale  at  the  office  and  depot  of 

REY^OLiDS  6i  BROTHER,    ^ 

I^So^  Manufacturers,.^ 
No.  85  Liberty  St. 
NEW  YORK. 
Andin  the  prinfcipal  cities  and  U>wiis1a  the  U.  Sutes 
T>il^c^^°  Prehii  am   of  ihe  AMERICAN  INSTI-* 
TUTE  WW.  awarded  to  the  Etna  Sqfety  F^e  at  th« 
late  Pair  heldi  n  ifals  citv 

"" ~>^i^-  ,y  i 
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FOOT  of  CUerry 
corner  of  Cherry'  at. 
and  Marine  Engines 


&.Murpliy, 
RON    WORKS, 

St.,  E.  R.    Office,   27  Coriears, 


Mannjfacturers  of  Lan«f 


N.  B.— Engines  and  Boilers  rehired.  6tf 
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AMtSltlCAN    RAItROAD    JOtTRlVAL. 


RAIIiKOAD   CONTRACTS. 


TH1£  MOBILE  AND  OUIO   RAILROAD  CO. 

HESEBT  OFFER  FOR  CONTRACT  THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OP  67  miles  more  of  their  road  in  North  Missis- 
sippi, extending  from  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  Slate  Line,  and 
passing  through  Itawamba  and  Tishaoxingo  Coun- 
ties. 

Alio,  118|  miles  more  of  said  road  in  the  western 
District  ot  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nessee on  and  after  the  1st  of  March,  aid  in  Missis- 
sippi on-and  after  25th  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  received  under  seal,  and   contracts 
made  at  the  following  times  and  places,  to  wit : 
March  10th  to  19th  inclusive,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  20ih  to  30ih,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and  McNai- 
ry  counties. 
April  5th  to  5tb,  inclusive,  at  Carrolville,  Tisha- 
mingo  county,  Miss.,  for  line  through  Ita- 
wamba and  Tishamingo  counties. 

Profiles  can  be  seen,  and  other  informalion  ob- 
tained, as  follows: — After  Ist  of  March  : 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  of  Mr.  Stevens,  Engineer. 
And  after  25th  March, 

At  Carrolville,  of  the  Resident  Engineer. 

Some  portions  of  the  185^  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  temperate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 

New  York,  January  28,  1853. 

-T 


The  American  Railroad  Chair 
Manufacturini^  Co. 

IN  POUGHKEEPSIE,  N.  Y., 


PATENT 
LocomotlTe    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
yrithout  moving  them  from  their  places,  thereby 
saving  a  great  expense.  We  retVr  to  Nashua  &  Lowell, 
Fall  River,  Vt.  Valley,  Vt,  and  Mass.,  Old  Colony, 
New  York  and  New  Haven,   IVovidence,  Hartford 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie, 
Borton  aDd  Worcester,  Connectir  in  Biver.  Worcester 
and  Providence,  Champlain  and  S : .  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  R:-.iiroads,  who  have 
the  Machines  iu  use.                         For  sale  by 
BRIDGES  db  BROTHER,  Afts., 
64  Courtland  yt.  ^.'ew  York. 
Jan— ty  20, 1863. 

IRON. 
Pierson  &  Co.. 

84  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  t'eneral  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT.  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCO.VIOTI  VE  and  CAR  BUILD 
ERS,  and  RAILROAD  MACHINE  SHOPS  ;  also, 
Boiler  Plates  and  Rlveu,  Sheet,  Cast  and  Spring 
St^eL 

Locomotive  Cranks,  Axles,  Tires  and  Tire  Bars,  of 
the  B.  O.  LOWMOOR,  and  other  approved  niakes, 
imported  to  order  on  the  moetCavorabie  terms. 


nportea  to  oraer  on  i 
i^ebiwryl^  ASM. 
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ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

Ey  use  of  the  Wkodght  Ikon  Chaib,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ot  the 
chair  being  set,  by  means  of  a  sledge  or  nammer, 
close  and  firmly  to  the  flange  of  the  rail. 

The  less  thicknessofmetiu  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furmsh  them  at  a  cost  much 
below  that  of  Cast  Ikon  Chaibb. 

Our  Chair«  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buffalo  and  Rochester,      Tioga,  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  informalion  address, 

N.  C.  TROW  BRIDGE,  Secretary, 
.-,  ,^.       Poughkeepsie,  N.  Y. 

January  1,  1863. 


To  Contractors. 


HENDERSON  AND  NASHVILLE  R.  R. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  and  Nashville  Railroad  Company, 
at  Henderson,  Ky.,  will  be  received  and  are  invit- 
ed until  the  1st  day  of  Ai>ril,  1853,  for  the  construc- 
tion of  that  part  of  said  road  i  anning  from  the  town 
ot   Henderson,  by  the  way  ot   Madisonville  and 
Hopkinsville,  to  Trenton,  Todd  county,  Ky.,  in  all 
about  eighty-three  miles.    The  bids  may  oe  made 
out  on  either  or  any  of  the  following  basis — 
1.  For  the  grubbing  and  grading,  including  the 
ditching,  draining,  cuts,  fills,  culverts,  bridges 
and   turnouts  complete,  ready  for  the  wooden 
superstructure,  of  any  one  or  more  sections  of  the 
Road. 

The  same  with  the  addition  of  the  wooden  su- 
perstructure ready  for  the  iron  rails. 
3.  The  same  with  the  iron  rails,  chairs,  etc.,  ready 
for  the  rolling  stock,  including  broken  stone  or 

f ravel  ballasting, 
'he  same  with  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Car-houses,  offices,  etc.,eom- 
Slete  for  use,  or 
ids  will  be  received  as  above  for  the  constrac- 
tion  of  the  erUire  Road,  on  the  following  basis — 
vi2: 

For  the  grubbing  and  grading,  including  ditch- 
ing, draining,  cuts,  fills,  culverts,  bridges  and 
tarnouti  complete,  ready  lor  the  wooden  super- 
stjmcUire.  •■««'>...»*  ^^nv.i^^t^ 


2. 


2.  The  same  with  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chairs  and  broken 
stone  oi  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  full  equipments  of  rolling 
stocks,  depots,  wood  and  water  stations,  Engine 
and  Car  houses  and  shops,  offices,  etc.,  complete, 
and  the  whole  road  and  its  equipments  perfect 

«    and  ready  lor  use. 

Complete  drafts,  maps  and  profiles  of  the  Road 
from  Henderson,  via:  Madisonville  and  Hopkins, 
ville  to  Trenton,  together  with  plans,  estimates  and 
specifications  of  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  part  of  it  at 
the  Henderson  and  Nashville  Railroad  Office,  in 
Henderson,  Ky.,on  and  after  the  Ist  day  of  March, 
1853.  Bidders  will  please  give  their  Post  Office  ad- 
dress in  their  proposals. 

In  consequence  of  the  iDclemency  of  the  season, 
the  high  water,  and  other  circumstances,  making  it 
in  the  opinion  of  the  Board  of  Directors,  impos- 
sible for  our  skillful  and  energetic  Chief  Engineer, 
Wm.  Bewley,  Esq.,  to  execute  fully  the  locating 
surveys  of  our  Railroad  in  time  for  as  to  exhibit 
the  maps,  profiles,  plans,  estimates,  etc.,  on  the  1st 
day  of  March,"  1853,  as  stated  in  our  original  ad- 
vertisement, we  have  determined  to  make  a  change 
in  our  advertisement,  lest  Contractors  should 
be  decived,  and  we  now  say  that  the  maps,  profiles, 
plans,  estimates,  etc.,  of  our  Railroad,  will  be  ready 
for  exhibition  to  Contractors  at  any  time  between 
the  10th  day  of  April  and  the  lOih  day  of  May,  1853, 
within  which  time  bids  will  be  received,  and  that 
our  original  advertisement  is  thus  far  changed. 

Any  further  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  time  be  cheer- 
fully given. 

By  order  of  the  Board  of  Directors  of  the  H.  &  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
Henderson  and  Nashville  R.  R.  Co. 

Wilklnson^s 
EXPLOSIVE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

64  COURTLAND  ST.,  N.  Y. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  to  those  uned  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them 
at  any  speed,  will  cause  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  same  cause,  there 
will  be  a  bright  fiash,  which  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

TW»  \eiU  be  found  to  be  one  more  pretentive  qf  col- 
liaion.  It  is  often  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  be  warned  of  its  danger  by  a  flag 
or  lantern,  and  in  such  instances  they  are  invaluable. 

They  are  impervious  to  water,  and  will  keep  their 
explosive  property  any  number  of  years.  They  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them. 

January  20,  1863. 


Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON,     ' 
orrxBS  HIS  smbvicxs  fob  thb 

PURCHASE  AND  SALE  OF 
AMERICAN   SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Chairs,  or 

any  kind  of  Machinery. 

REFERENCES: 

Messrs  Palmer,  McKillop,  Dent  &  Co.,  London. 

"        George  Peab<^dv  db  Co,  London.  ,.^  ^ 

"        Curtis,  Bouve  ft.  Co,  Boston.  '    v 

Richard  Irvin,  Eeq.,  New  York.            .  , ,  ' ./ -,',' , 

Robert  Ralston,  Esq  ,  Philadelphia.  '  '    ''- 

C.  C.  Jamieson.  Esq.,  Baltimore.  38 

Dudley  B.  Fuller  Sl  Co., 

IRON  COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
If  BW  YO&K. 


.-...':.     .fi,.  I  .'w 
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A,  N.  t^RAY,  CleTeland,  O., 

RECEIVER  A^D   FORWARDER  of  RaUroad 
Iron,  Chairs  and  Spikes    ,    „,.    .      -„     ^ 
Also,  Cars,  Locomotives,  and  all  kinds  of  Macta- 
nery  for  Railroad  purposes. 
Office  next  door  to  the  CuBtom  House,  Main  st. 
January  12,  1863  


R.  GroTes  &,  Sons, 

SHEFFIELD,  ENGLAND, 
MANUFACTURERS  OP 

WARRANTED  Cast  Steel  of  superior  quality  for 
Tools,  Machinery  and  Engineering  purposes. 
Single  and  Double  Shear,  Blister,  Gterman,  Spring 
and  Sheet  Steel  of  every  description ;  also,  Cast  Steel 
Files  of  high  reputation,  spec'aily  adapted  for  the  use 
of  Machinists,  and  Saws  and  Edge  Tools  of  all  kinds. 

Corporate  .mark   l!S"^S:-i  " 

._ .      USH     ■ 

.^r  .  CHAS.  COJNGREVE,  Agent, 

B8  Maidenlane,  New  York. 
Stocks  of  the  above  goods  constantly  on  band. 
January  I'i,  1863. 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
and  24  Broadway,  New  York,  Sole  Agent  in 
the  United  States  and  Canadas  for  the  Lowmoor 
Iron  Co.,  is  prepared  to  receive  orders  for  this  justly 
celebrated  Iron,  and  offers  for  sale  an  assortment  of 
the  Round  sizes  which  be  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
without  a  rival. 


Kailroad  Iron. 

QDfV^  TONS  Railroad  Ir  n,  weighing  about  59 
/CyJyJyJ  lbs.  per  yard,  "  Erie"  pattern  of  G  L  and 
"  Crawshay":manufa'.iure,  now  on  the  way  from  the 
•hipping  porfs  in  Great  Britain  to  this  port,  for  sale  by 
P.  CHOUTEAU,  Jr.,  SANFORD  &  CO., 

No.  51  New  street 
December  4,  1B52. 


Bowlingr  Tire  Bars. 

40  Best  Flange  Bars5iz2  inches,  11  feet  long. 
40  "  5iz2    "  7  feet  8  in.  long. 

40    "     Flat        "6x2      "        11  feet  long. 
40  ••  6x2      •«  7  feet  8  in.  long. 

Now  in  store  and  for  sale  by 

RAYMOND  A.  FULLERTOI-J, 
46  Cliff  sueot. 


I.  Dennis,  Jr., 

WASHINGTON,  D.  C, 

A  TTORNEY  for  Inventors,  and  Agent  for  Procur- 
iJL  ing  Patents — Practical  Machinist,  Manufacturer 
and  Draughtsman,  of  20  years'  experience.  Circulars 
containing  important  information,  with  a  map  of 
Washington,  sent  to  those  who  forward  their  address, 
and  enclose  a  stamp.  31tf 


Deviants  Patent 
'    Oil  Manufactnringr  Co., 

12  BROADWAY,  NEW  YORK. 

THIS  Oil  is  extensively  used  on  Railroads  and 
Steamships,  and  other  Machinery,  and  is 
•worthy  the  attention  of  every  individual  or  compa- 
ny that  uses  Oil  for  Lubricating  purposes.  It  is 
cheaper  than  the  best  Sperm,  because  it  answers  the 
same  purpose  and  is  more  durable,  thereby  making 
a  saving  of  from  40  to  50  per  cent.  The  best  of 
testimonials  establish  that  fact,  but  cannot  be  given 
in  this  notice.  All  that  is  required  is  to  test  the 
matter,  and  if  it  will  not  answer  as  recommended 
it  will  be  taken  back  and  money  returned  ' 

New  York,  Feb.  9,  1853.  2w 

Buffalo  Car  Works.         " 

V:^ITOWNSEND  &  COIT,  proprietors 

WE  are  now  erecting  an  extensive  Establishment 
for  the  manufacture  of  Railroad  Cars,  which 
will  be  furnished  with  all  the  conveniences  known  to 
the  business,  and  ready  for  operation  by  the  Ist  day 
of  June  next,  at  which  time  we  will  be  ready  to  exe- 
cute orders  for  Baggage,  Box,  Platform  and  CatUe 
Cart,  of  the  most  approved  style  and  finish.  Mean- 
Unw  we  are  prepared  to  make  contracts  for  work  to 
be  furnished  durinje  the  summer  and  6dl. 


1873 
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IC 

1866 
1860 

1861 

■  ( 

1861 

II 

1860-70 

It 

1857 

SIMEON  DRAPER,  No.  46  Pine-st.,  offers  for 
sale,  a  variety  of  RAILROAD  BONDS  and 
STOCKS;  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are— 

1st  Mortgage  Convertible  Bonds  ; 

Payable  in 
7  per  ct.— Buffalo,   Coming  and 

New  York  R.R... New  York,  1867 
7  per  ct.— Western  Vermont  R.R.        "      1861-71 

7  per  ct.— Tioga  R.R "  1872 

Sperct.— Peoria  and  Oqaawka..        "  1863 

6  perct.— Maysvilleand  Lexing- 

ton         "  1870 

6 perct.— Dauphin  and  Susque- 
hanna Coal  Co "  1877 

1st  Mortgage  Bonds : 

7  per  ct.— Corning  &  Blossburg. 
7  per  ct.— Buffalo  and  New  York 

City 

7  per  ct.— Mansfield  &>  Sandusky 
7  per  ct. — Toledo,  Norwalk  and 

Cleveland 

7  per  ct.— Vermont  Valley, 

7  per  ct.— New  Jersey  Central.. 
7  per  ct. — Brunswick  Canal  Co. 
7  per  ct.— Troy  and  Bennington. Troy,  N.Y.  1862 
Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 
7  per  ct. — Saratoga  &  Washing- 
ton R.R.  bonds New  York,  1862 

7  per  ct.— Troy  and  Boston "  1864 

7  per  ct. — Muscogee  Railroad. . .Savannah,  1862 
7  per  ct.— Huron  and  Oxford. ..New  York,  1862 
10  per  ct. — Mansfield  and  Sandus- 
ky R.R.  Co "      1855-57 

7  per  ct. — Township  of  Portland, 

Ohio "  1862 

7  per  ct. — City  of  Dayton,  Ohio, 
guaranteed  by  Mad 

V  River  R.R "  1861 

10  per  ct. — City  of  Keokuk,  Iowa.     Keokuk,   1863 
7  per  ct. — Town  of  Huron,  Erie 

county,  Ohio Huron,     1861 

7 per  ct.— Town  ol  Newark,  O.  ..New  York,  1860 

10  per  ct— City  of  Milwaukee. . .        "  1857 

7perct.— State  of  California...        "      1862-72 

7  per  ct. — Mortgasri-  bonds  of  the 

Atluuiic     Steamship 

Co "  1855 

12  perct. —Improvempnt  Scrip  «  I 
the  State  of  Wi>coti- 
sin  for  improvement 

of  Fox  River "  1862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  and  one  halt  surplus  profits 
of  this  and  Rutland  and  Wash.  R.  R 

Rutland  and  Whitehall  Stock,  with  guarantee  ot 
7  per  cent,  dividend  by  Saratoga  and  Washington 
Railroad. 

Stock  in  the  Western  Vermont  R.  R.  Co. 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 

Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Chf  mung  R.  R.  Co. 
Stock  in  the  Southern  Bank  ol  Kentucky. 
Stock  in  the  New  York  and  Virginia  Mail 
Steamship  Company,  paying  20  per  cent, 
dividends. 


To  Railroad  Comipanies,  Car 
Builders,  Maenlni8t«,  ete. 

SINGER,  HARTMAN  &  CO., 
SHEFFIEJLD  IRON   AND  STEEL  WORKS, 

I      PITTS BURGJ  Pa. 
Warehouse  Noe.  Il9  Water,  and  140  Front  sts. 

HANINQ  completed  their  airangements  for  man- 
ufacturing Car  and  Locomotive  Axles,  Piston 
Rods,  Wrought  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  ar0  prepared  to  ofier  lailucements  aa  to  qual- 
ity and  pric4.    They  also  mani^cture 
Boiler  Plate  and  Rivets, 
R^road  aind  Boat  Spikes, 
Car  and  ^>comove  Springs,  '     , 

Spring  Sleel, 


To  Railroad  Co^s,  Lioeomotive 
Builders  and  Kng^iiieei^s* 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  bv  those  interesteid.  They  have  been  exten- 
sively used  on  Railroads,  Steamers  and  Stationary 
Boilers,  where,  from  their  accuracy,  simplicity,  and 
non-Uability  to  derangement,  they  nave  given  penect 
•atisfaction.  In  fact,  for  Locomoiives,  they  are  the 
9nly  re/iaU«  Gkiuge  yet  introduced. 

CHAS.  W,  COPELAND, 
Consulting  Engineer,  64  Broadway. 
Aug.  28,  IHM     Sm* 

A.  IVliitney  &  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  ChiUed  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  fumi*h  Wheels 
fitted  complete  on  best  English  and  Americam  Rolled 
and  AmeticaD  Hammered  Axles.  31tf 


Solid  Box  Vices,  etc.,  etc. 


lBt7* 


Tlie  Ccld  Spring:  Iron  Worlds, 

INOORPORATED  IN   1848. 

IN  the  Town  of  Otis.  County  Berkshire,  Maasachu- 
setts,  matiufacturee  CAR  AXLES,  and  ail  kinds 
of  WROUGHT  IRON  used  in  the  manufacture  of 
LOCOMOTIVES  and  CARS  {  also,  BAR  IRON  of 
ah  descriptions.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  being 
situated  in  a  region  of  WOOD  and  CHARCO^AL, 
with  which  their  Axles  are  excluaively  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equal, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  Tney  aohcit  the  orders  of  RAILROAD 
CORPORAtlONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  t>e  promptly  atrenoed  to  :  and  execut- 
ed on  terms  as  advantageous  at  can  be  had  elsewhere. 

Thev  refer  to— 
John  Kinsman,  Esq.,  Superintendent  Extern  Rail- 
road, Saletn.  Mass. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osbom,  E»q.,  Superiniecident  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  Weikerell,  Car  Builder,  " 

AtldresB  HEARY  MELLUS,  Agent, 
'^       Boston,  Mass. 
lor,  GEO.  W.  PatSCOTT,  Sup't. 
I  Otis,  Mass. 

November  12,  1852.  ^y 


^ 


Toledo,  Norwalk'  and  CleTe- 
land Railroad. 

OPEN  through,  completing  the  last  link  in  the  chain 
of  Railroaas  between  New  York,  Boston,  PLiU- 
delphia,  Baltimore,  Washingtoi^  City  and  Cbicago. 

Oa  and  after  Monday, February  7, 

16j3,  Passenger  Trains  will  run 

aaily  (Sundavs  excepted)  as  follows : 

Leave  Toledo  at  9  A.  M.  and  10  P.  M. 
Leave  Cleveland  at  9.20  A.  M.  and  9  P.  M. 
CONNECTING 

At  Toledo  vfith  trains  of  Michigan  Southern  Rail- 
road,  fot  Chicago  and  the  West. 

At  Bellevue  with  trains  of  Mad  River  and  Lake  Erie 
Road,  for  Sandusky  City,  Dayton,  1  ndianapolla, 
Cinciunbti,  etc. 

At  Monroeyille  with  Mansfield  and  Sandusky  City 
Road,  f(|r  Sandusky  City,  Shelby  Junction,  Co- 
lumbus, Newark  and  ZaneevlUe. 

At  Grafton  i^th  Cleveland.  Columbus  and  Cincinna- 
ti Roa4  for  Shelby  Junction,  Columbus  and 
CincinntitL 

At  Cleve  an  I  with  Lake  Shore  Road,  via  Dunkirk, 
for  Newj  York  and  Boston,  via  Buffalo,  for  New 
York  ai»  Albany  and  lor  Wettem  Road  and  Bos- 
ton, with  Cleveland  and  Pittsburg  Road  for 
Pittsburg,  W  heeling,  Philadelphia,  Baltimore,  * 
Washington  City. 

E.  B.  PHILLIPS,  Sup't. 
Office  T.,  N.  db  C.  R.  R.,  < 
Norwalk,  OL  Feb.  2  1853.  ( 


i 


Ir6n  for  Macliinists. 

i  THE  SUBSCRIBERS, 
IMPQRTERS   AND   DEALERS   IN 

HIRON  AND  STEEL, 
AVE  constantly  on  hand  ^  good  assortment  of 
Iron  antl  Steel,  expressly  Adapted  to  the  use  of 

LOCOxMQTlVE  and  CAR  BUILDERS. 

AND    MACHINISTS    GENERALLY. 
I              ELLIOTT  &  HOLDEN. 
Feb.  16,  lft3.       90  rteekman  st ,  N  V. 


1   Fire  BriclLs. 

SCOTCH  Patent — for  sale  in  lots  to  suit  nurcha*. 
era,  by    !  G.  O.  ROBERTSON, 

136  Water  street,  comer  of  Pine. 
Novembor  19, 1862..  M«w  Ywk. 


l^'ifAJ*  r'*riHMf."-^Mt'.N!:.  ■■^■UlJV'iP"'''  ?~    T^^^^r^^^Kf'       '^       -,▼— .»*-^— *         ^  "~ 


-  ■■■..'.]  ■•'■■ 


160 


i 


AMBRICAV    RAILROAD    JOrRVAL; 


CARHART'S    IMPROVED    TURNTABLE. 


u  •  •  ■/ 


THFS  TURNTABLE,  together  wft^  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  OJSE  MAN  in  23  SECONDS. 

The  Patentee  ol  this  Improv^  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to^et  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  tost,  ready  for  use,  was  former- 
ly SI, 300  apiece;  this  included  all  ihe  workman- 
ship and  materials,  which  were  the  ^est  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  (he  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iroa,jand  the  scar- 
city ot  stone  at  some  points,  ih  j  subscriber  is  com- 
pelled to  ask  a  small  advaiict  on  the  above  men- 
tioned price.  Should  it  suit  th"  pleasure  of  any  to^ 
confer  with  (>he  subscriber  fui  lurther  particulars, 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  >ears,  they  are  respectfully 
referred  to  the  ■ ,     ._ 

Hudson  River  R.  R.  Co.,  ~ 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 
,     O.  Barnes,  Ei$q..  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.J.  Conover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  ot  hammer-dress- 
ed stone,  with  a  cut  coping.     The  Track  is  spiked 
land  leaded  to  the  stone  wall,  and  cut  perfectly  level 


,..  ..V  .,•,.-■•:  l\l'' 
and  smooth.  The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  io'^hes  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Figi.  *],  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART,      ' 
Cleveland,  Ohio. ' 

February  14,  1853. 


LOW  MOOii  AXLES, 


A  SUPERIOR  Article  lur  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent- WM.  BAILBY 
LAN 6,  9  Liberty  Square,  r.o3ton,and24  Broadway, 


New  York. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  aeainst  purchasing  Rich 
ardson's  Patent  Oil  Cups,  or  therigrjt  to  use  the  saxrie, 
except  of  the  undersigned,  Proprietor  of  the  Patent. 
or  ot  some  one  acting  under  his  authority.  Commu- 
nicationa  addressed  to  him  at  Westminster,  Vt.,  will 
be  promBtir  attended  to.  E.  Ds WOLF,  Jr. 

Oeuitim,       If* 


To  £ng:ineer9.  Architects  and 
Draughtsmen. 

THE  undersigned  begs  respectfully  to  inform  (Gen- 
tlemen in  the  above  professioaa,  that  he  has  con- 
itan'ly  on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.     /     JAS^  PRENTICE, 


Feb  9  1863. 


3l6  Broadway,  N.  Y. 


Railroad  Iron. 

OrU"iA  TONS,  weighing  a xjut  55  lbs.  per  yard 
^\J\J\J  now  on  the  way  from  Qreat  Britain  tc 


New  Orleans,  for  sale  by 
P.  CHOUTEAU,  Jr., 


D«cemb«r4,1862. 


SANPORD  dk  CO., 
No.  61  New  street. 


Wm.  Swinburne, 

LOCOMOTIVE  ENGINE  BUILDER.  Paterson, 
N.  J  ,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenaers,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc.  6tf 

Krnpp^s  Prussian 
CAST    STICGL.    AXLES. 

THESE  Axles  have  ne>er  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be- 
fore their  use  becomes  universal  1 

THOS.  PROSSER  ±  SOW, 
Sole  Agents,  28  Piatt  at.,  New  Yoriu 
N«w  York.  Feb.  7. 1863. 
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necessity  ot  prompt  action  to  avert  a  complete  fail- 
ure of  the  enterprize,  goes  on  to  state :  | 

The  board  foand,  that  the  entire  property  of  the 
company  was  in  the  hands  ot  Assignees,  having 
been  so  placed  in  April,  1842,  to  secure  the  credit- 
ors of  the  company ;  that  the  indebtedness  ot  the 
company  including  interest  to  January  1st,  1844, 
was  about  S600,00iJ,  a  large  portion  being  in  the 
torm  of  judgments;  that  in  November,  1841,  when 
contractors  were  prosecuting  the  work  on  contracts, 
covering  270  miles  ol  road,  the  work  had  been  sus- 
pended by  resolution  of  the  board,  and  had  not  since 
been  resumed;  that  these  contracts  remained  in 
force,  and  that  large  claims  for  damages  fur  the 
suspension  ol  the  work  might  be  presented. 

The  board  deeming  that  the  exigencies  of  the 
company  required  the  unconditional  surrender  of 
these  contracts,  the  relinquishment  of  all  claims  for 
damages,  and  the  agreement  on  the  part  of  the  cre- 
ditors, to  postpone  the  payment  of  the  indebtedness, 
issued  a  circular  expressing  their  views,  and  em- 
ployed suitable  agents  to  carry  them  into  effect. — 
So  entirely  without  pecuniary  resource  was  the 
company,  that  tlie  funds  necessary  for  the  payment 
of  these  agents  and  for  minor  office  expenses',  have 
only  been  obtained  by  private  subscription  on  the 
part  of  a  few  friends  of  the  road. 

The  result  of  these  efforts  has  been  : 

1.  The  unconditional  surrender  of  the  contracts 
without  important  exception. 

2.  The  relinquishment  of  all  claims  for  dam- 
ages. 

3.  A  change  in  the  character  of  the  indebtedness 
to  the  following  effect. 

Of  the  total  amount  ot  indebtedness — 
S  125,000  are  now  in  the  form  of  6  and  7  per  cent 
certificates. 
8305,000  are  due'to  parties  who  have  agreed  in 
•    ..     L      1      i       •  .   .  ,  ,       writing  to  take  6  and  7  per  cent  certificates  on  the 

m  the  hands  ol  assignees,  and  the  work  suspended,  surrender  of  the  assignment. 

In  1843,  vigorous  efforts  were  made  to  secure  the      8143,000  remain  unchanged.         '  I 

necessary  means  for  the  resamption,  and  prosecu-      Of  ths  amount  unchanged  in  its  character — 
tion  of  the  work.    A  new  board  of  directors  were  I  .  *^'000  are  due  to  parties  who  will  probably  take 
chosen,  and  Horatio  Allen  Esq,,  now  of  the  Novel-,     553000  are  due  to  parties  who  refuse  to  take  cer- 

tificates,  but  who  will  to  some  extent  give  tioae, 
and  )ii40,OUO  due  <>ither  to  parties  unknown,  or  to 
parties,  whose  action  is  uncertain. 

The  6  per  cent,  certificates  are  promises  to  pay 
the  sums  named  therein  on  the  1st  of  January,  1849, 
and  interest  thereon  semi-annually,  the  net  revenue 


New  York  and  Krta. 

As  little  is  known  of  the  early  history  of  this  en- 
terprize, we  give  the  following  extracu  from  the 
reports  of  the  company  published  in  1944  and  '45, 
which,  with  the  article  in  our  paper  of  the  19th, 
will  convey  a  clear  idea  of  the  condition  of  this 
work  at  the  above  date,  and  its  progress  to  the  ^xe- 
sent  time. -^-'A  ij' ■;iV  ,^  ■  ■;\'^' 

Extensive  poftions  of  this  road  were  placed  under 
contract  as  early  as  1840  and  1841.  The  company 
subsequently  became  embarrassed  for  want  of 
means,  liailed,  and  in  1842  iu  property  was  placed 
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The  total  issue  of  either  cla*^  of  these  certificates 
is  not  to  exceed  $300,000. 

The  indebtedness  of  the  cotnpany, 
embarrass  its  operations  within 
reduced  to  less  than  d'100,000,  t 
able  to  obtain  the  surrender  of 


which  can 
5  years,  being  thus 
le  board  have  been 
the  assignment  ?nd 


iy  Works,  was  placed  at  the  head  of  the  company. 
On  the  8th  day  of  February,  1844,  this  board  issued 
an  elaborate  report,  or  statement,  showing  the  con- 
dition ot  affairs,  with  estimates  of  the  probable 
amount  necessjiry  to  complete  the  road,  income,  etc. 
etc.  This  is  the  fullest  and  most  complete  report 
ever  issued.  It  brings  the  history  ol  the  company 
down  to  its  date,  and  its  perusal  will  materially 
help  to  a  correct  understanding  of  what  has  since 
transpired.      .•p:.  !  ;    <  :>.  "^.v  V  ;. 

The  report,  after  alluding  to  the  fact  of  their  re- 
cent election,  of  a  new  board  of  directors,  to  the 


ol  the  Eastern  division,  being  pledged  for  the  pay- 
ment of  the  interest. 

The  7  per  cent,  certificates  are  promises  to  pay 
the  sums  named  therein  on  the  1st  January,  1849 
and  interest  thereon  semi-annually,  the  net  revcLue 
of  the  Elastern  division,  being  pledged  lor  the  pay- 
ment of  the  interest. 

The  7  per  cent,  certificates  are  promises  to  pay 
the  sums  named  therein,  with  accumulative  inter 


to  recover  po  ssession  of  the  roaic  and  other  property 
of  the  compa  ny. 

Having  th  is  placed  the  indet  tedness  of  the  com- 
pany in  a  omparaiively  lavtrable  position,  and 
having  relieved  future  operatic  is  of  all  connexion 
with  past  contracts  and  questions  of  damages,  and 
having  the  property  of  the  conosany  again  in  pos- 
session, the  next  subject  of  invjsiigaiion  has  been 
the  character,  condition,  and  ^alue  of  that  prop- 
erty. 

The  propity  of  the  New  Yorf  and  Erie  railroad 
company  haj  been  found  to  b;  of  the  following 
character. 

1.  64  mile  I  of  railroad  finifeied:  of  which  53 
miles  are  at  the  Elast^rn  termination  in  Orange 
county,  most  of  which  have  beei  in  use  lor  general 
purposes,  sin<  e  September,  1841 ;  and  7  miles  dou- 
ble track  at  til e  Western  termination,  on  Lake  Erie, 
which  have  qdIv  been  used  lorjthe  transportation 
of  railroad  iron  and  other  materials  of  construction; 
and  4  miles  single  track  near  Corning,  Steuben 
county. 

2.  Of  177  n  iles  of  road  in  detached  portions  of  I 
to  20  milps  ill  extent  ready  for  superstructure,  90 
miles  of  whic  1  are  of"  piled"  and  «7  miles  graded 
road,  on  abou:  one  half  ot  which  the  bridges  are 
complete. 

3.  Of  work  done  in  partially  |  rading  40  miles  of 
road.  , 

4.  Of  matei  ials  in  limber  consisting  of  rail  tim- 
ber, cross-timl>er,  piles,  etc.,  which  have  been  pre- 
pared for  the  roads. 

5.  Of  the  ri  ;ht  of  way,  obtaiijed  by  purchase  or 
concession  for  325  miles,  and  permanent  arra;;ge- 
ments  with  tie  owners  of  adjacent  property  lor 
building  and  maintaining  the  iJ-nces  on  220  miles 
of  the  road. 

6.  Of  grants  if  land  to  the  company  for  depots,  etc. 

7.  Ot  surve  rs,  by  which  the  general  route  lor 
the  450  miles  has  been  selected,  and  the  exact 
location  of  35(  miles  has  been  d(  leimi.icd. 

8.  Locomoi]  ves,  cars,  dw;.,  on  53  miles  of  road 
in  use. 

As  the  question  of  the  value  01"  this  property  ne- 
cessarily embraces  that  ot  its  ccndiiion,  iliey  may 
appropriately  )e  considered  togieiher;  and,  as  the 
coit  to  the  cooipany  is  the  first  iiiean*  ol  arriving 
at  its  value,  a  summary  of  ihe  eipendiiures  ol  the 
company  may  here  be  appropriaiely  presentro,  and 
10  render  the  s  aiemcnt  complete,  and  10  show  that 
it  embraces  a  1  the  expendiiuren  of  the  company, 
since  iu  comniencement,  there  is  submitted,  in  the 
first  place,  a  Nummary  of  total  receipts,  {.nJ  the 
aoQOunt  of  outstanding  indebteflai'ss  for  work  done, 
of  the  New  York  and  Erie  railroad 


I     The  receipts 


embarrassed  sUte  of  the  company's  aflairs.  and  the  «L  at  TL-rceMc^  the  At  i.„n,^  '       ^"^  rece.pts.oi  me  iNew  York  and  Erie  ra 

t'--^  ■•MUMojow*  uicjeaiM /per  QCfti  Oft  I4e  i»t  January,  1849.  ,     |  company  appeir  to  have  beeflijpJoUowa:— 
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AM£RICAN  RAlLiaOAD    JOURHAL. 


Frum  capual  siuck  ol  ihe  cumpany, 
ol  which  $24,461  04  have  beea  re- 
ceivtd  since  report  to  the  legisla- 
ture, in  184   »l,606,218  67 

*Dcduct  stock  held  by  company ....      lU4,3ti8  53 


I  l,50l,«30  14 

Net  proceeds  of  state  loan  of  $3,000,-^ 

000 2,599,514  92 

Interest    received  on    hypothecated 

Slock. „ ' 39,942  40 

Rent  ol  offices 2,y2»  lb 

Donations  in  Allegheny  county 361  00 

Keceipts  from  eaaiern  division,  prior 

to  aijsignment ^       18,559  00 


4,163,135  62 
To  which  must  be  added,  in  connex- 
ion with  the  value  of  work  dooe^^ 
the  amuuui  ol  indebtedness .^    573,814  39 


84,736,949  99 

&\i,mvw.r'^  of  Expenti  Uures  by  Lke  New  York  and 
Erte  raUroad  company. 

1.  7  miles  double  track  at  the  western 

termination $162000  00 

4  miles  single  tiack  near  Corning.        43,000  00 

2.  53   miles  biugle  track   at    eastern 

termiualion,    including  pier   at 

Piermoiii,  $200,000 1,768,523  11 

3.  Cars,  engines,  Uepots,  shops,  dtc...      178,558  75 


I  fil,957,08186 

4.  Work  in  progress  of  a  permanent  > 

character,  as  excavations,  em- 
bankments, louniiaiious,  and  ma- 
sonry ol  bnoges,  &lc 785,369  62 

5.  Wooden     biiui;cs,     hnished     and 

painted.     EMimateu 100,000  00 

6.  Maierials  and  worK  oi  a  perish- 

aijle  cnaraciei,  a^  rail  and  budge 
limDcr,  piles,  and  piles  Uriven, 
tituoer  pieces,  and  uocktng  lor 
biiu^es,  (Slc 585,812  81 

7.  Fur  itgni  ui   way,  aud  pcrmdueut 

pi  ov  laiou  lor  leuccs 286,299  57 

8.  Fui   surveys,  lucaiious  and  super- 

inieuueui.e,  engineer  uepaiiment      331,318  79 

9.  luicieai,    luciuuiug    ihai   p<iia    on 

state  slocK 225,753  Oe 

10.  Miacellaueuus,    salaries    ot    oth- 
CciS,   cieiksuip,    priuiiiig,    legal  : 
expcuacs,  &c '  230,266  93 


Total  on  the  road 4,716,872  6o 

Amount  eipeuaed  in  ruuniug  ine 
eastern  ui vision,  priur  to  the  as- 
6igumeQi 18,000  00 


i '  $4,734,872  tio 

As  the  only  consideration,  which  induces  an 
exauiitjaiiuii  luiuinc  value  ui  this  property,  is  that 
Cuuaccieu  wiih  the  couiplctiou  ol  ibe  roau  by  ibr 
applKauou  ol  iiew  capual,  it  is  ihou^tit  that  ihc 
siiuplest  tiid  iiiost  praciical  loim  in  wuich  to  pre- 
ftcui  11.-  prtseui  Vdiue,  u  (bat  ui  an  auswei  to  ibe 
qucMioii —  H'auI  wvuLd  tnepmpeily  of  l/ie  Aeir  YkjtM 
ami  Erie  ruUfvau  cuinpauy  Ut  w<ri(.li,  lu^a  ntw  cuin- 
puny  pit  pared  to  CuniLrucl  a  road  on  Uu  same 
ktculiun  I 

ii  du  accurate  reply  to  this  question  were  neces- 
sary, the  buaiU  wuula  be  cuuipelled  to  po»tpone 
their  report,  until  the  investigation  of  competent 
engiueeis,uuriug  several  monihsol  a  oiilder  season 
ul  me  year,  placed  in  their  hands  the  lutormation 
on  which  aloue  a  correct  opinion  could  be  lormed. 
But  they  believe  that,  under  the  circumstances  ot 
the  case,  such  a  course  is  unnecessary  and  inex- 
peuient.  In  relerence  to  luture  operations,  the  two 
great  questions  as  to  expenuiiure,  are— ^ 

1.  Wnal  wiU  it  cost  to  cuviplete  the  roou.'i 

2.  Wbc.t  IS  the  amount  of  ihe  present  capital 
stock,  which,  with  the  new  capital,  will  form  the 
sum  on  which  dividends  are  to  be  paidl 

On  neither  ol  these  questions  does  the  estimated 
value  of  the  present  property  have  any  influence 


•  Note  by  the  Treasurer.— This  amount  results 
from  settlement  of  contractors'  accounts  predicated 
oa  the  siurendcr  of  the  contracts.         j^ 


ijy  l/u  itberaiUy  oj  ttie  slate,  the  property  far  exceeds 
i?i  value  the  present  capital  stock,  and  il  an  estimate 
ol  present  value  be  assumed  below  the  real  value, 
the  injury,  as  far  as  future  operations  are  con- 
cerned, will  be  solely  the  presenting  less  induce- 
ment to  new  capital  than  an  accurate  determination 
of  the  value  would  establish. 

On  the  other  hand,  the  Board  cannot,  in  a  matter 
involved  in  uncertainty,  and  without  the  means 
and  time  for  accurate  information,  determine  on 
naming  a  sum  which  new  capital  shall  look  to  as 
a  valuable  consideration,  on  any  other  principle 
than  that  of  taking  one  so  low  that  as  to  it  there  can 
be  oo  doubt. 

These  remarks  aire  made,  that  no  inference  un- 
favorable to  the  past  management  of  the  road  may 
oe  drawn  from  the  taci,  that  a  sum  less  than  the 
cost  of  the  work,  as  it  appears  on  the  books  of  the 
company,  is  named  as  that  which  it  would  be  worth 
lo  a  new  company  about  to  embark  in  its  con- 
struction. 

it  is  proper  to  add,  that  in  consequence  of  a  re- 
duction in  the  prices  of  provisions,  wages  for  labor, 
as  well  as  the  cost  of  railroad  iron,  the  same 
amount  of  road  could  be  constructed  now  lor  an 
expendilure  materially  less  than  would  have  been 
icquired  lor  the  same  description  of  road,  in  the 
years  when  the  greater  portion  of  the  New  York 
and  Erie  road  was  m  pro^iess  of  constructioa. 

It  will  also  tie  perce:reii,  that  by  item  6,  the  ma- 
terials ol  a  perishable  character  that  have  remained 
in  an  exposed  situation  lor  twu  to  tbreeyears,  have 
cost  $504,760;  of  this  amount,  $2.iO,000  are  lor 
limber  ol  various  descriptions,  whicb  nave  not  yei 
entered  into  construction,  but  which  has  been  de- 
livered on  the  line  ol  the  road,  or  has  been  prepared 
lor  delivery. 

Relernug  to  the  preceding  remarks  in  explana- 
tion, the  board  siate,  as  the  result  ol  their  lo- 
i^rmaiion  and  enquiries,  that  the  expenses  of  ali 
Ucscripiions  necessary  to  produce  tne  work  now 
existing  on  the  line  ol  the  road — the  information  as 
to  routes  and  locations — the  right  oJ  way,  grants  v) 
land  for  depots,  aiul  provision  /or  permanen,.  fencing, 
togel/icr  wit/i  the  motive  power,  cars,  tf-c,  on  the  5J 
miles  of  road  now  in  use,  cannot  bt  navied  at  less 
Inan  $4,0tM>,U00  ;  and  that  it  wouiu  be  more  to  the 
interest  uj  a  new  company,  to  purchase  these  results 
lor  $.1,400,000,  ana  assume  t/ie  tnuebteaness  for 
bOOO.ooO,  inan  lo  enter  on  the  survty  of  the  routes 
and  the  cvnstruction  of  the  road  from  Us  cvmmence- 
inent. 

Ine  property  of  the  New  Yoi  k  and  Erie  railroad 
compauy  uciug  taken  at  $4,00<>,000,  the  next  ques 
liou  IS  as  10  lue  ownership  ol  ibis  pioperiy. 

The  character  ol  this  ownership  id  lound  to  be 
atiecicd  most  essrniially  by  the  issue  ol  the  undei- 
lakiug. 

By  the  books  of  ihe  company,  it  appears,  as  al- 
ready explained,  that  the  payments  iua<te  on  stock 
on  which  uivideuds  are  to  tte  paid,  amount  to  $1,- 
501,830;  waicb  amount,  therelore,  may  oe  taken 
as  repieseniiug  the  present  ownership  on  the  part 
ol  the  biockhoideis.  Bui  theie  is  au  outstanding 
luuebleduess  to  individuals  of  about  $600  000  to  be 
piovidcd  lor,  and  ol  inree  uiiliious  lo  ihe  siaie, 
sccuied  by  a  lien  on  the  road  and  as  appuite 
uauces,  prior  to  all  other  claims,  ll  the  roau  oe  not 
Cumpicteu,  ineowueisbip  is  theieloie  suosiantially 
in  lue  stale,  and,  lu  view  ol  that  issue,  tne  stock 
ol  individuals  is  but  ol  little  value. 

But  the  act  ot  the  legislature  ol  l843  provides  a 
bonus  to  tuiure  subscribers  to  the  siock  ol  a  mosi 
valuable  character.  That  act  provides,  that  il  the 
road  shall  be  completed  by  April,  1849,  the  stale 
will  either  reimburse  all  expenditures  (except  tne 
$3,000,000,)  principal,  and  interest  at  7  per  cent., 
or  will  waive  all  claim.  It  may  sately  be  assumed 
that  the  latter  alternative  wiil  be  the  one  adopted ; 
and  therelore,  in  view  of  the  completion  ol  the 
road,  It  may  be  stated,  that  the  stockholders  win 
then  be  possessed  of  property,  worth  at  this  time, 
over  and  above  the  indebtedness,  not  less  than 
$3,400,000,  and  represented  on  the  books  of  the 
company  by  $1,501,820. 

The  present  situation  of  the  company  being  tbas 
dehaed,  the  board  are  prepared  to  take  up  the  sub- 
ject of  luture  operations. 

The  first  question  in  this  branch  of  enquiry  has 
been  that  of  the  cost  at  which  the  road  can  be  com- 
pleted.   Qa   this  impon«at  subject,  neitber  the 


season  ol  the  year,  nor  the  time  wiibin  which  ii  is 
highly  expedient  that  this  report  should  appear, 
permit  the  board  to  make,  or  cause  to  be  made,  an 
accurate  verihcatioa  of  the  estimates  found  among 
the  documents  of  the  company.  Such  verification 
would  be  a  work  of  great  labor,  and  would  con- 
sume many  months.  The  board  have  therefore  called 
on  the  chief  engineer^  for  an  estimate  of  the  capital 
necessary  to  complete  a  single  track  from  the  Hudsu-n 
to  Lake  Erie,  wUh  an  allowance  of  10  per  cent,  fur 
t/umouts,  and  have  requested  the  engineer  to  accom- 
pany his  report  with  full  explanations  as  to  the 
manner  in  which  these  estimates  were  prepared- 
The  following  is  the  report  of  the  engineer: 

Office  of  the  New  York  and  Erie  Railroad  Co.  ^ 
New  York,  Jan.  29,  1844.  \ 

Horatio  Allen,  Esct,  Pres'tof ) 
the  N.  Y.  &  E.  R.  R.  Co.       J 
Sir: 

In  compliance  with  your  request,  I  present,  be- 
low, an  estimate  of  the  cost  ol  completing  the 
New  York  and  Erie  Railroad. 

"  it  is  assumed  that  the  road  will  be  finished  with  - 
a  single  track,  with  an  allowance  ol  one-tenth  ad- 
ditional, or  45  miles,  for  turn  outs  and  sidings. 
The  rail  which  1  have  estimated  lor,  weighs  56 
pounds  per  yard,  being  that  now  used  on  the  pans 
ol  the  road  already  completed.'' 

"  At  the  close  of  the  year  1841,  when  the  whole 
line  was  under  contract,  and  when  on  two-thirds  of 
the  extent  the  work  was  actively  in  progress,  care- 
ful  and  detailed  calculations  were  made  by  the  Di- 
vision Engineers,  Irr  m  actual  and  accurate  measure- 
ments  of  the  whole  sum  which,  at  contract  prices, 
would  be  requisite  to  complete  the  road,  including 
the  laying  ol  the  track,  but  not  the  cost  ol  the  rails, 
spikes  and  castings,  nor  that  of  transporting  these 
materials  to  convenient  points  on  the  line  ol  the 
work.  The  road  was  definitively  located,  and  thu 
Engineers  who  made  the  calculations  expected  to 
coniinue  their  supervision  until  the  contracts  were 
completed.  The  prices  were  actual  contract  prices; 
a  cousideiable  portion  of  the  work  had  been  done; 
ihe  quantities  remaining  to  be  executed  were  care- 
fully determined;  aud  so  laras  the  Eugiueers  may 
oe  supposed  to  have  been  under  the  mtlueuce  of 
any  motives  likely  to  atlect  the  result,  they  would 
lather  have  been  inclined  to  increase  the  sum  total 
ibau  to  diminish  it  below  what  was  really  necessa- 
ry, in  Older  that  the  actual  results  on  the  final  set- 
iieuienis  mighi  be  brougnt  wittiiu  their  calculations. 
Yuu  wiil  perceive,  therefore,  that  the  usual  sources  of 
error  and  fallacy  are,  unaer  these  circuinslances,  nut 
embraced.  T/use  remarks  apply  wUh  especial  force 
to  the  part  of  the  line  from  tSmghamton  to  Liaice 
Erie  (250  viiles).  They  are  siU)Si.anluUly  true,  aiso, 
with  reference  to  the  part  between  Uingtiamton  and 
MuUlletvn,  {_i^  miies)  as  this  was  liKewise  under 
contract,  and  the  estimates  were  made  with  unusual 
care,  Fiom  various  causes,  however,  there  is  cer- 
tainly a  greater  chance  ol  error  east  ol  Bingham- 
ton  than  west  of  it;  but  irom  the siatemems  which 
the  Engineers  have  made  to  me,  I  feel  quite  coaji- 
dent  Uiat  the  quantUits  allowed  for  are  ample" 

"  The  luu  utiaiis  ol  these  calculations  exist  in 
the  othces  on  the  line  ol  the  roao  where  they  were 
made.  J  have  exhibited  to  you  voluminous  summu.- 
nes  of  them,  and  l/uconaenscd  result  oJ  the  wiiole  is 
sAown  m  the  fuUowmg  statevunt." 

■•  Cost  ol  complciiug  the  several  divisions  of  the 
New  York  and  Erie  R,ailroad,  including  land, 
workmanship  of  every  description,  and  all  tho  ma- 
terials, except  iron  rails,  spikes,  and  castmgs,  viz  : 

Western  division $762,013  09 

Sjusquehannah division.    537, 1 01  04   ,    . 

Central  " 1,034,335  84         ■ 

Delaware  " 1,515,711  52 

Total $5,849,161  49 

Cost  of  ihe  Rails. 
At  the  present  time  a  ton  gross  of  ' 

heavy  rails  can  be  laid  down  at  N.     .  . 

York  city,  at  a  cost,  (including 

duty  and  charges)  ol  about  $57.—  "■'•■ 

The  duty  is  $25,  .-^ 

The  quantity  required  will  be  36,153      '    t      /■,■ 

tons,  which  at  $57  per  too  will 

amount  to 9,060^721  00 

The  transportation  of  this  iron  to  the 

various  accessible  poiau  ou  the  :x>''> 


i. ... 
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line  ol  iLe  ruad,  ready  lot  distribu- 
tion, will  cost  on  an  average  $8  50 

per  ton,  say 307,300  50 

If  the  State  would  remit  the  Canal 
tolls,  this  sum  would  be  reduced 
about  one  half. 

Spikes. 

The  quantity  required  is  1,057,224 
lbs.,  estimated  at  6  cents  per  lb. de- 
livered, making 63,433  44 

Castings. 
The  quantity  required  is  4,383,268 
lbs  ,  which  at  three  cents  per  lb., 
is 131,498  04 

Toul S6.412,114  47 

If,  as  I  think  would  be  proper,  a  de- 
duction of  1 1  per  cent  be  made  from 
the  cost  of  the  contract  work,  as 
given  above,  viz:  S3,849,161  49, 
on  account  of  the  lower  rate  at 
which  work  can  be  done  now  than 
when  the  existing  contracts  were 
entered  into,  say 412,114  47 


addiLioiial  purticns  as  vuiy  succtssivcly  be  druugAt \'Vuial  leceirtts,  as  per  above. J 832,' 

into  use.     SkouU  tkr  requisite  amount  be  at  once  suhyTuiiX  cost 20,828,945  16 

scribed,  the  whole  road  may  be  completed  wilkin  tkrce 


We  shall  have  as  tha  estimate  for 

completing  the  traclcfor  use $6,000,000  00 

The  out-fit  lor  the  commencement  of 
business,  viz :  for  depots,  water  sta- 
tions, engines,  cars,  etc.,  in  accord- 
ance wiih  detailed  statements  which 
it  is  not  necessary  to  give,  will 
cost 1,000,000  00 


00 


Making  the  whole  sum  required. f  7. 000,000 
I  have  the  honor  to  be,  very  respectfully. 
Your  obedient  servant, 

T.  S.  Browk, 
Chief  Engineer. 

la  commenting  upon  the  above,  the  report  goes 
en  to  say : 

It  has  alread)  been  stated  that  $600,000  will  be 
required  to  meet  present  indebtedness.  It  therefore 
appears  that  the  total  capital  required  will  be  S7,- 
600,000,  and  that  on  the  completion  of  the  road  the 
capital  Slock  for  which  dividends  must  be  earned, 
will  stand  thus: 

Stock  issued  prior  to  January,  1844.... SI ,501,830 
subsequent,  " 7,600,000 


Total  capital  stock $9,101,830 

While  the  property  which  this  capital 
will  own  could  not  have  been  acquir- 
ed lor  a  less  sum  than $11,000,000 

Little  was  effected  under  this  organization,  save 
what  appears  in  the  above  report.  The  action 
taken  however,  contributed  materially  to  relieve 
the  company  from  its  embarrassed  condition.  The 
policy  recommended  was  adopted  by  the  new  board 
chosen  in  the  latter  part  of  the  same  year,  at  the 
head  of  which  was  placed  Mr.  Loder,  who  has  con- 
tinued its  President  up  to  the  present  time. 

On  the  2d  day  of  September,  1845,  the  company 
issued  an  address  to  the  public,  signed  by  Mr,  Lo- 
der, soliciting  additional  stock  subscriptions,  from 
which  we  copy  as  follows: 

"  To  complete  a  single  track  to  Lake  Erie,  six 
millions  ol  dollars  are  required.  The  cost  of  the 
work  to  the  stockholders  will  then  be  $7,350,000 ; 
and  adding  a  liberal  amount  to  provide  for  cars 
and  engines  for  the  commencement  of  business,  the 
road,  with  a  heavy  (T)  rail,  estimated  at  $65  per 
ton,  will  be  brought  into  use  lor  less  than  $20,000 
per  mile.  The  actual  cost  of  the  road  will  be  over 
$28,000  per  mile,  but  the  liberality  ot  the  State, 
and  the  surrender  of  half  ol  the  stock  by  the  pres- 
ent holders,  reduces  it  to  this  very  low  rate. 

In  reference  to  the  estimates,  ii  may  be  proper  to 
state,  that  responsible  contractors  have  offered  to  take 
the  whole  work,  at  prices  nine  per  cent  less  than  those 
assumed  in  the  calculations  on  which  the^  were  bastd. 

As  an  inducement  lor  capitalisuto  subscribe,  in- 
terest, as  will  be  seen  above,  will  be  paid  upon  the 
instalments,  until  the  road  is  completed.  This  the 
company  will  be  able  to  do  from  the  surplus  earnings 
<>/  the  bi  miUi  of  read  already  in  operation,  and  such 


years  from  next  spring — more  than  half  af  the  work 
necessary  to  prepare  the  entire  line  for  the  rails  hav- 
ing been  done,  and  the  surveys  completed. 

Thedirectors  cannot  doubt  tLat  if  the  subject  of 
the  New  York  and  Erie  railroad  were  now  for  the 
first  time  presented  to  ourciiiz.'ns,  without  any  col- 
lateral advantages,  and  based  upon  its  own  intrin- 
sic merits,  it  would  commend  itself  forcibly  to  their 
favorable  consideration  ;  but  added  to  the  other  in- 
ducements are  those  of  the  release  by  the  State  ot 
the  $3,000,000  loan,  and  the  reduction  of  the  old 
stock  from  $1,500,000  to  $750,000,  jmaking  alto- 
gether a  bonus  of  $3,750,000  to  the  new  stockhold- 
ers. Thus  the  whule  work  on  which  about  $5,000,- 
000  has  been  expended  will  be  represented  hy  stock, 
and  debts  to  the  amount  only  ol  $1,350,000.'' 

This  sum  of  $1,. 350  000  was  made  up  of  the  out- 
standing stock,  $750,000,  and  the  floating  debt 
referred  to  above,  and  which  is  now  represented 
by  the  $500,000  certificates. 

It  is  proper  here  to  state  by  way  of  explanation, 
that  as  an  inducement  to  new  subscriptions,  the  old 
stockholders  surrendered  one  half  their  stock,  viz : 
$750,000,  which  operated  as  a  bonus  or  gift,  to  the 
company,  to  that  amount. 

It  will  be  seen  that  Mr.  Loder  adopts  the  estimate 
of  Major  Brown,  the  Chief  Engineer,  already  giv- 
en. His  estimates,  as  well  as  those  of  the  preced- 
ing year,  were  based  up^n  the  most  careful  and 
thorough  surveys  of  the  line,  made  under  such  cir- 
cumstances as  to  ''free  them  from  the  usual  sources 
of  fallacy  and  error."  As  additional  evidence  in 
confirmation  ot  these  estimates,  Mr.  Loder  states 
' '  thai  more  than  one  half  of  the  work  necessary  to  pre- 
pare the  entire  line  for  the  rails  had  been  done,  and 
surveys  completed ."  and  further,  '•  that  respo7i.sU>le 
contractors  had  offered  to  take  the  whole  work  at  prices 
nine  per  cent  less  than  the  above  estimates.'' 

Here  is  something  tangible.    Estimates  in  detail, 


Amount  unaccounted  for J $11,424,996  00 

We  incUde^in  the  above,  $:<,000,000  of  the 
new  loan,  a  the  present  amount  of  the  floating 
debt  is  undcubtedly  quite  equal  to  this  sum.  The 
$3,000,000   )f  state  aid,  and  the  $750,000  surren 


dered  stock,  were  both  gilts 
sequently  constitute  no  charge 
The  proceed ;  of  the  state  loan 


outright,  and  coa- 
upon  the  company, 
and  the  surrendered 


»tock  were  used  in  construct ioc,  and  make  up  a 
part  ol  the  a  >ov«  items  of  cost:  Provided,  therefore, 
that  nothing  had  been  lust,  thi:  Hems  ot  cost  would 
make  a  sua  larger  than  the  ca  pilal,  «s  now  repre- 
sented by  its  stock  and  debts,  by  $^^,750,000,  instead 
01  $11,424,9^6  00  &M.  f 

We  bespe  ik  the  careful  attie  ntion  of  our  readers 
to  the  above  extracts  Irom  the  reports  ol  1844  and 
1645.  They  recite  the  prevkius  history  and  con- 
dition of  the  company.  The)  show  the  valux  of 
ihe  work  then  done.  They  |;ive  most  careluUy 
prepared  es  ima.es  of  the  prcspeciive  cost  of  the 
road.  Thes  :  estimates  were  aiopted  by  Mr.  Loder 
as  the  basis  of  his  calctilaiioD,  when  he  assumed 
the  direction  of  the  road.  We  have  here  what  we 
have  so  often  insisted  upon,  the  proper  evidence, 
furnished  by  the  proper  panics,  as  to  the  cost  of 
the  road.  When  such  estimates  are  given,  we 
expect  that  ti  le  work  will  be  doie  within  them  ;  or 
in  case  of  e  tcess,  that  satisl<  .ctory  explanations 
will  be  given. 

Since  the  c  ate  of  Major  Bro^'n's,  we  can  find  no 
report  whale irer  from  any  engineer  employed  by 
the  company,  and  presume  that  none  have  ever  been 
made.  We  ire,  therefore,  in  a  great  measure,  left 
to  coDJecturei  \  fur  the  causes  o  the  increased  cost 
of  the  road. 
In  the  me^n  time,  the  compalny  have  made  four 
prepared  and  sanctioned  by  two  of  the  most  distin-' reports  or  etbibiis  to  the  pu  )lic,  in  addition  to 
guished  engineers  then  in  the  United  States,  Major  ji hose  made  t<  the  legislature,  i  i  which  the  cost  of 
Brown  and  Horatio  Allen,  are  given.  Surveys  had  t'le  road  isesimated  a^  foUowsp 
been  completed,  the  whole  work  to  be  done  was  thus;  J^stimate  as  jer  report  oHb48. 
spread  out  belore  the  company.  Responsible  con-  j 
tractors  had  offered  to  uke  it,  at  a  large  deduction  ' 
from  the  estimates.    Uncertainty  was  at  an  end.— 


Demonstration  had  taken  the  place  of  conjecture. 

Upon  the  accession  of  Mr.  Loder  to  the  presi- 
dency, the  cost  of  Ihe  road,  as  represented  by  its 
indebtedness,  was  very  nearly  as  follows  :         i 

State  loan u. $3,000,000  00  | 

Stock I,50l,b30  14  ' 

Floating  debt,  etc 235, 149  85 

$4,736,949  99 

Increase  under  his  administration  :  ' 

1st  mortgage  borids  ...$3,000  0(0  00  { 

2nd  mortgage  boiids 4,000,000  00  j 

Income  bonds 7  000,000  00 

Convertible  do 3,500,000  00 

3d  mortgage  negotiated.  3.000,000  00 
Stock 7,116,991  17 


-27,516,991  17 


$11,000,000 

17, 170000 

1|5,  1851    20,500  000 


1850 
.     "         Feb 

"         Dec.  24,  1651    23,750,000 

Is  not  the  absence  of  all  pro  oer  information  as 
to  the  cause  )  vr  this  immense  t  'urease,  evmence  in 
itself  that  no  ,  lood  reason  exists  2 

The  report  to  the  legislature, 


of  September 


Total  cosf $32,253,941  16 

Excess  ol  cost  over  Mr,  Loder's  first 

estimate $19,266,991  17 

As  vouchers  for  the  above,  the  directors  give. 

under  the  sanction  of  the  oaths  of  the  treasurer  and 

superintendent,  the  following  items  : 

Graduation,  masonry,  and  bridging  $10,661,624  92 
Superstructure,  including  iron 


Passenger  and  freight  stations,  etc.  1  048  199  53 1^^*^  subseque^  loan  weakened  the  security  of  the 

Land,  land  damages,  and  fences  ..  l,0'7i:S6b  til  previous  one.    Are  not  the  stockholders  in  good 

Locomotives      1,349,987  29 ,  laith  bound  to  redeem  the  pledges  given  ?    Have 

F?:Sflnro1h'e?faT..^"!::::;:  i  ?g?2  "i  they  a  right  to  create  M^  debl,  and  still  apprt. 


Engineering  and  agencies. 


475,821  29 


under  date  of  SOth 


last,  stated  the  coft  ot  the  ruad  to  be 
the  $3,000,000  of 


of    the    increased 
part  of  the  double 


$27,551,205'!.    Since  which, 

the  new  loat   has  been  negotiited,  nearly  all  of 

which  will  b«  required  to  pay  tie  liua ting  debt. 

The  doubl!  track,  which  is  in  progress,  was 
estimated  by  jdr.  Loder  to  cost  $10,000  per  mile. 
Provided  this  was  completed  and  paid  lor,  its  coat 
would  accouit  tor  $1,250,000 
expenditure  u  irer  estimate,  No  | 
track  is  completed,  howerer,  iiid  only  a  portion 
of  its  cost  pai(  lor. 

We  contenl  that  the  dividcuh  paid  since  the 
opening  of  tie  road,  and  the  recent  mortgage  of 
$10,000,000  aie  breaches  of  gooli  faith  on  the  part 
of  the  company.  At  the  time  that  the  several 
unsecured  loai  is  were  negotiated,  the  public  were 
assured  that  tt  e  present  sums  sought  to  be  borrowed 
were  all  that  were   needed   to  pomplele  the  road. 


priate  to  themselves  money  apparently  earned,  but 
needed  to  pay  i  uch  debts?    We  answer,  no.    And 
$20,828,946  16  further,  have  t  ley  a  right  to  ere  Ue  a  debt,  under 
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the  express  staiement  thai  do  turther  sums  would 
be  rt;quired  to  complete  the  road,  and  then  make 
these  very  sums — so  borrowed  and  expended  upon 
the  road — the  basis  ol  a  mortgage  which  takes  pre- 
cedence of  them,  and  which  may  render  them 
entirely  worthless  1  We  contend'  that  this  is  a 
flagrant  outrage  upon  all  honest  dealing,  which 
will  neither  be  sanctioned  by  the  public,  nor  by  the 
deliberate  judgment  of  the  stockholders,  when  they 
have  had  time  to  reflect  upon  the  matter,  and  for 
which  they  should  not  be  held  responsible.  We 
think  it  to  be  an  act  unjust  in  itself,  and  calculated 
to  throw  great  suspicion  and  distrust  over  all  our 
railioad  negotiations  and  securities,  and  for  which 
the  whole  ol  this  vast  interest  must  suffer.  How 
will  foreigners,  who  can  look  upon  our  acts  with 
impartial  eyes,  regard  such  proceedings!  If  this 
is  the  way  that  our  railroads  are  to  be  managed, 
we  tear  that  we  snail  have  poor  credit  in  that 
quarter,  to  say  the  least.  1 

Steubenvllle  and  Indtaua  RaQroadt 

Mb  Pimjr:  — 

I  have  just  seen  an  "Exhibit  of  the  affairs  of 
the  Steubenville  and  Indiana  Railroad  Company," 
accompanied  by  a  map  of  the  road  and  connecting 
lines,  which  was  issued  on  the  1st  of  October  last; 
and  fiod  upon  the  map  such  a  marked  error  in  the 
distance  indicated  for  our  roau  and  one  of  its  con- 
nections as  to  induce  me  to  ask  through  your  jour- 
nal a  correction. 

The  length  of  the  Central  road  (or  supposed  to 
be  intended  lor  the  Central)  between .  Zanesville 
and  Wheeling  is  stated  upon  the  map  to  be  94 
miles,  when  the  actual  distance  by  location  is  less 
than  81  and  a  quaiter  miles.  The  railroad  dis- 
tance also  betiveen  Wheeling  and  Greensburgh  is 
marked  at  83  miles,  when  the  report  of  the  Chiel 
Engineer  ot  that  road  makes  it  but  about  77  miles. 
This  in  any  calculation  of  distances  would  make 
the  route  of  the  Central  Ohio  and  Hemplield  roads 
about  19  miles  less  than  is  generally  rated  for  them, 
by  the  Sieubenville  interest. 

Respectfully,        J.  H.  Sdllivan, 
Piesideutot  the  Central  Ohio  Railroad 

March  9. 


k 


Ohio.  I 

Central  Railroad. — We  learn  that  the  wo/k  upon 
the  uutinished  portion  of  this  road  is  making  very 
satisfactory  progress.  The  high  favor  with  which 
the  project  ia  regarded,  secures  ample  means  for 
construction  as  last  as  wanted.  We  learn  that  a 
sale  of  nonconvertibU  bonds  issued  upon  the  East- 
ern division,  was  recently  made  in  Baltimore,  upon 
terms  favorable  lor  the  company.  The  whole  is. 
sue  upon  the  Eastern  division,  of  81  miles,  is  800,- 
000. 

The  Western  division  extending  from  Zanesville 
to  Columbus,  was  completed  some  time>^since,  and 
is  now  in  possession  of  a  lucrative  traffic.  The 
bonds  issued  upon  this  division,  are  in  demand,  a 
prices  varying  from  10*2^  to  105. 

q 

Ocorffia. 

Southwestern  RaUroad.—At  a  meeting  of  the 
board  of  directors  of  the  Southwestern  railroad,  held 
in  Macon  on  the  lOth  inst ,  a  dividend  of  four  dol- 
lars per  share  was  declared  for  the  six  months  end- 
ing on  the  3lst  ull.  At  a  subsequent  meeting  of 
the  stockholders,  held  on  the  same  day,  the  follow- 
ing gentlemen,  constituting  the  present  board  of 
direction,  were  re-elected  for  the  ensuing  year: 

L  O.  Reynolds,  President;  R.  R.  Cuyler,  J.  W. 
Anderson,  W.  A.  Black,  W.  S.  Holt,  A.  H.  Chap- 1 
pel,  directors, 


Coat  ot  Traiisportation  by  Kallroad. 

We  find  annexed  to  a  report  ol  the  commiuee  ol 
stockholders  of  the  Western  railroad,  appointed  to 
examine  into  the  system  of  accountability  in  the 
collecting  and  disbursing  departments ;  and  alsc 
the  condition  of  the  property  of  the  company  ; 
a  letter  addressed  ^o  the  committee  by  the  presideni 
of  the  road,  W.  H.  Swift,  upon  the  subject  of  the 
cost  of  transportation.  '  •'•  ^ 

As  this  letter  presents  the  results  of  the  operation 
of  a  number  of  the  most  important  railroads  in 
Massachusetts,  for  a  series  of  years  past,  we  give 
below  all  of  it  that  has  direct  relerence  to  the  sub- 
ject under  discussion. 

Western  Railroad  Office,  ) 
Huston,  Jan.  24,  185:2.      ) 
A.  H.  Bollock,  Esq.,  Chairman,  &c. 

Sir: — Reierring  to  your  communication  of  the 
I3ih  inst.,  and  to  the  conversations  since  had  with 
you  upon  the  sut>ject  of  the  VVesiern  railroad,  1 
bave  thought  it  might  be  well  to  extend  some  01 
the  remarks  heretofore  made  to  you,  and  to  maKe 
some  lurther  statements  in  writing,  by  means  ol 
which  the  committee,  if  it  should  desire  to  do  so. 
might  compare  the  expenses  of  repairs,  work  done, 
&c.  on  the  Western  road,  with  those  ot  other  roads 
in  Massachusetts.  To  enable  me  to  do  this  satis- 
factorily, I  bavs  resortea  to  the  official  returns 
made  annually  to  the  legislature,  say  from  1846 — 
the  first  year  in  which  the  returns  were  made  in 
their  present  form — to  1850,  inclusive ;  and  have 
extracted  Irom  them  such  data  as  have  appeared 
to  me  to  be  necessary  to  exhibit  the  details,  which 
1  wish  to  bring  to  the  notice  of  the  committee. 

In  matters  pertaining  specially  to  the  Western 
road,  not  detailed  in  the  returns  made  to  the  legis- 
lature, I  shall  endeavor  to  cuntine  my  statements  to 
such  tacts  as  1  have  gathered  Irom  reliable  sources, 
omitting  all  for  which  I  have  not  warrant. 

For  convenience  of  reference,  and  to  enable 
me  to  present  comparative  results,  I  shall  tabulate 
the  information  derived  from  the  legislative  docu- 
ments. 

The  expenditures  are  classed  in  the^official  re- 
ports under  three  general  heads : 

1.  Expenses  relating  to  the  road  itself,  including 
all  repairs  of  track,  road  bed,  bridges,  renewals  of 
iron,  wages  of  switchmen,  gate  keepers,  &c. ;  all 
that  is  included  in  the  returns  under  the  head  of 
"  Maintenance  of  Way." 

2.  Expenses  of  repairs  of  engines  and  cars,  and 
for  new  engines  and  cars  to  cover  depreciation. 

3.  Miscellaneous  expenses,  embracing  fuel,  oil, 
salaries,  gratuities,  damages,  ^c. ;  in  short,  all 
expenses  not  included  under  the  first  and  second 
heads. 

It  is  principally  the  expenses  under  the  first  and 
second  beads,  which  we  wish  to  discuss,  viz., 
maintenance  of  way  and  repairs  of  engines  and 
cars.  These  items  should  be  combined  and  con- 
sidered together,  for  they  are  part  and  parcel  of 
each  other, — nothing  being  more  true  in  the  work- 
ing of  a  railroad,  than  that,  il  the  repairs  of  a  road 
are  neglected,  the  consequences  are  immediately 
shown  in  the  enhanced  cost  of  repairs  of  engines 
and  cars  ;  together  they  make  up  the  road  and 
equipments.  To  enable  you  to  judge  whether  this 
has  been  done  in  the  case  of  the  Western,  and 
whether,  in  comparison  with  other  roads,  as  much 
has  been  done  by  it  as  should  have  been  done,  1 
submit  the  tables  before  referred  to. 

The  first  table,  marked  A,  contains  the  cost  of 
Maintenance  of  Way  and  Repairs  of  Engines  and 
Cars,  per  mile  run,  in  five  years  (1846  to  18a0  in- 
clusive,) on  the  Western,  Boston  and  Worcester, 
Boston  and  Maine,  Boston  and  Lowell,  Fitchburg, 

Eastern,  Bosioa  and  Providence,  and  Old  Colony 

railroads. 

Il  will  be  seen  by  this  table  that,  during  the  five 
years  specified,  the  aggregate  ot  miles  run  by  all 
the  trains,  on  all  the  roads  named,  amounted  to 
13,755,550  miles ;  and  that  the  aggregate  sum 
expended  by  all  for  maintenance  of  way,  wat- 
S*i,004  563;  and  for  repairs  ol  engines  and  :ars, 
Si, 879, 330;  and  that  the  total  expenditure,  for 
both  these  objects,  was  $3,883,893. 

The  table  will  further  show  the  average  amount 


expended   by  each  road,  per  mile  run,  during  the 
dve  years. 

The  general  result  furnished  by  this  table  is  this : 

The  average  sum  paid  fur  maintenaDce  of  way 
ny  any  one  road,  per  mile  run,  by  trains,  during  the 
ave  years,  was  ij*J.4l  cents.  The  least  average  ot 
ihe  same  was  8.17  cents,  and  the  mean  of  the  whole 
was  14.57  cents. 

The  largest  average  sum  paid  for  repairs  of  en- 
gines and  cars,  tor  the  same  time,  per  mile  run, 
was  24  65.  The  least  average  ut  the  same  was 
9.39,  and  the  mean  of  the  whole  was  13.66  cents. 

The  largest  sum  paid  by  any  one  road,  in  any 
one  year,  tor  maintenance  of  way  and  repairs  of 
engines  and  cars  combined,  was  49.8  cents  ;  and 
the  least  sum  paid  by  any  one  road  lor  both,  11.4 
cents;  and  the  mean  of  the  whole  was  28.23  cents 
per  mile  run  for  both, 

in  the  case  of  the  Western,  its  maximum  (1847) 
for  both  was  39.4  cents,  its  minimum  (l85Uj  was 
30  cents,  and  its  average  for  the  five  years,  33.22 
cents. 

Some  of  these  lines  have  two  tracks,  and  some 
but  one.  The  effect  of  the  double  tracks  would, 
of  course,  be  to  distribute  the  work  done  over  a 
iarger  extent  of  rails  ;  the  single  track  being  re- 
lieved, its  expenses  of  repairs  should,  in  such  case, 
^f  course  be  less;  in  other  words,  it  should  not  cost 
twice  as  much  to  maintain  a  road  witn  two  tracks 
as  it  would  to  maintain  it  with  one. 

Computing  the  cost  of  maintenance  of  way  and 
repairs  of  enginesand  cars,  by  the  actual  length  of 
each  road,  without  regard  to  the  number  of  tracks, 
It  will  t>e  ascertained  that  one  line  has  co»t,  upon 
an  average  ol  the  five  years,  $4,352  per  mile  per 
annum;  that  another  has  cost  $3,Ul;9  per  mile  per 
annum;  and  that  all  others  range  between  $1,586 
per  mile  per  annum,  and  $1,108  per  mile  per 
annum. 

In  the  Western,  the  average  of  the  five  years 
was  $1,586  per  mile  per  annum. 

The  next  table  B,  contains  a  statement  of  all  the 
work  done  on  all  the  roads  before  named  in  five 
years  (1846  to  1850  inclusive.)  It  exhibits,  also, 
the  entire  cost  ol  doing  this  work ;  that  is  to  say, 
all  three  classes  of  expenses  are  included,  being  the 
amount  expended  of  every  kind,  except  interest  on 
capital. 

in  order  KYiaxsi  comparative  statement  of  the  work 
done  on  the  several  roads  may  be  presented,  it  will 
be  necessary  to  assume,  that  it  costs  as  much  to 
transport  a  passenger  one  mile,  as  it  costs  to  trans- 
port a  ton  ol  freight  one  mile;  and  while  we  know 
that  this  is  not  true  in  all  cases,  we  do  know  that 
it  is  true  in  some  cases.  For  the  purposes  of  ibis 
comparison,  however,  it  is  immaterial  whether  we 
assume  the  cost  of  the  passenger  to  the  freiglii  to  be 
as  1  to  1,  or  as  1  to  2.  Togetker,  ihey  constitute 
all  the  work  that  has  been  done  upon  all  the  roads; 
and  it  is  resolved  into  one  passenger  carried  one 
mile,  or  one  ton  carried  one  mile.  Another  table 
will  show  the  proportion  of  each  carried. 

The  general  result  furnished  by  table  B  is  as 
follows  : 

759,390,026  passengers  or  tons  of  freight  were 
transported  one  mile  on  all  the  roads  named,  during 
the  five  years  specified,  at  a  gross  cost  ol  $10,977,- 
839;  and  to  do  this  work,  the  trains  ran  13,755,550 
miles. 

The  table  will  show  that  the  maximum  cost  was 
1.994  cents  per  passenger  or  per  ton,  carried  one 
mile;  the  minimum  do.,  1.302  cents  do.  do.  ;  and 
that  the  mean  or  average  ot  the  whole  was  1.445 
cents  per  mile. 

In  the  Western,  its  figures  stand:  213,925,952 
passengers  or  tons,  carried  one  mile,  at  a  gross  cost 
ol  $2,937,593;  and  the  average  or  mean  cost,  1.373 
cents  per  mile. 

The  next  table,  C,  will  show  the  useful  effect 
produced — being  the  amount  of  available  or  paying 
work  done  for  each  mile  run  by  trains  in  the  five 
years  (1846  to  1850  inclusive)  expressed  in  passen- 
gers, or  in  tons,  carried  one  mile. 

The  general  result  is  this : 

13,755,550  miles  were  run  by  trains,  and  759,- 
390,026  passengers  or  tons  of  freight  were  moveid 
one  mile,  and  the  average  number  ot  passengers  or 
tons  of  freight  carried  lor  each  mile  run  by  trains 
was  54. 12.  The  maximum  uumner  was  68.4;  the 
minimum,  40.0;  mean,  54.12. 

In  the  case  of  the  Western,  3,696,713  miles  were 
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run  by  trains  ;  aggregate  of  passengers  and  tons 
carried,  213,925  952;  average  number  earned  lor 
each  mile  run,  579. 

It  will  be  observed  that  no  allowance  has  been 
made  to  compensate  for  the  2,000  feet  and  upward.^ 
of  elevation,  which  the  Western  road  has  to  over- 
come between  Albany  and  Worcester,  nor  toi  the 
heavy  grades  by  which  the  principal  summit  is 
passed.  It  is  plain  to  be  seen,  however,  that  with 
grades  not  exceeding  those  of  the  roads  with  which 
the  comparisons  are  made,  a  large  increase  in  the 
number  of  tons  transported  for  each  mile  run 
would  be  exhibited  in  the  table. 

Table  D  exhibits  the  number  cff  passengers  car- 
ried one  mile,  and  the  number  of  tons  of  Ireight 
carried  one  mile;  it  shows,  also,  the  amount  re- 
ceived for  passengers,  and  the  amount  received 
from  freight,  separately  stated;  the  gross  expenses, 
and  the  percentage  of  expenses  to  the  gross  re- 
ceipts ;  all  for  the  five  years  belore  specified,  and 
for  the  same  roads. 

EESULTS    op   THE   TABLE. 

490,83R,68G  passengers  carried  one  mile. 
2C6  551 ,340  tons  of  Jreight  "        "     " 
759,390,026    "     ot  both      "        "     " 

Maximum  of  both  for  one  road $213,925,952 

Minimum      "        "      "      "      36,198,135 

Receipts  Irom  passengers 11,015,052 

"      freight,  4-c 10,7-29.466 

Grossreceipts 21,744  518 

"     expenses 10,977,839 

Maximum  cost  per  cent,  of  receipts. .  65.9 

Minimum     "          "          "       ".      ..  42.3 

Mean  of  the  whole 50.4 

For  the  Western,  the  results  furnished  by  the 
table  are  : 

94.960  518  passengers,  one  mile. 
118  9fi5. 434  tons  o(  freight  " 
213,925,952  aggregate. 

Receipts  from  passengers $2,595.53'^ 

"       freight,  &c 3,653  601 

Aggregate  receipts 6,249, 1 39 

Gross  expenses 2,937  593 

Expenses  per  cent,  of  receipts 47.0 

It  will  b"  seen  that  there  is  but  one  road  in  the 
table  on  which  the  number  of  tons  carried  exceeds 
the  number  of  passengers  carried,  and  this  is  the 
Western,  which  has  an  excess  of  tons  of  freight 
over  passengers,  of  upwards  o(  24  000,000. 

In  one  of  the  roads,  with  an  aggregate  of  passen- 
gers and  tons  of  74,720.000,  the  excess  of  passengers 
carried  beyond  tons  of  freight  is^pwards  of  60,000,- 
000,  in  number,  it  will  b";  evident,  therefore,  thai 
the  Western  railroad  derives  no  benefit  Irom  a 
comparison  of  the  indiscriminate  cost  of  transport- 
ing a  passenger  and  a  ton  of  freight,  one  mile  ;  on 
the  contrary,  had  the  excess  in  the  case  of  the 
Western  been  on  the  side  of  passengers,  the  result 
in  point  of  numbers  and  cost  would  have  been  mort- 
favorable  even  thao  it  now  is — passengers  moving 
themselves  without  cost,  while  freight  requires  an 
average  expenditure  of  27  or  28  cents  per  ton,  foi 
loadiner  and  unloading. 

Having  thus  g  ne  through  the  principal  business 
and  expenses  of  the  road,  and  compared  it  with 
those  of  other  roads,  by  means  of  returns  furnished 
by  official  or  legislative  documents,  I  will  now  take 
up  some  oiher  matters  relating  to  the  Western 
road,  furnished  by  our  own  records  and  returns 
the  details  of  which  do  not  appear  in  the  legislative 
reports. 

The  committee,  as  I  understand,  have  gone  into 
a  thorough  examination  of  the  present  conditif^nol 
the  property  of  the  corporation  ;  the  road,  its  equip- 
ment of  engines  and  cars,  bridges,  station-houses, 
&c.  &.C.     I  will  therefore  restrict  my  remarks  to 

the  renewals  of  cross-lies  or  sleepers,  iron  rails. 

freight  cars,  and  Connecticut  river  bridge. 

1st,  Sleepers.— The  number  ot  sleepers  removed 
from  the  track,  and  replaced  by  new,  in  the  West- 
ern railroad,  between  1st  December,  1845,  and  Isi 
December,  1851,  6  years,  was  as  follows: 

Year  ending  November  30,  1846 35,000 

1847 85,00(1 

1848 65,000 

1849 28,245 

1850 50,188 

1^1 38,914 


« 


l( 


Total  sleepers  in  6  years 302,357 


Average  number  supplied  per  annum ,^'^^^ 

The  life  of  a  sleeiser  depends  upon  the  kind  ot 
limber  used,  the  nature  ot  the  soil  in  which  it  is 
laid,  the  kind  of  usage  which  it  receives  and  to 
some  extent,  whether  it  be  laid  in  a  crooked  part  oJ 
the  road  or  upon  a  steep  grade,  these  last  attectmg 
the  fastenings,  spikes,  &c.  

IQ  loam,  experience  in  the  Western  road  has 
shown  that  a  sleeper  will  last  but  about  five  and  a 
half  years  ;  in  sand,  six  and  a  half  years;  m  dry 
gravel,  seven  years;  in  moist  gravel,  seven  and  a 
halt  years ;  average  duration  of  all  kinds,  say  six 
and  a  half  years.  . 

The  second  track  between  Worcester  and  Spring- 
field, was  not  laid  until  1847— 48,  the  sleepers  in 
that  track,  therefore,  have  not  required  to  be  renew- 
ed as  yet.  The  renewals  have  been  confined,  in 
general,  to  the  main  or  old  track.  The  number  of 
sleepers  in  that  track  is  about  275,000,  requiring 
for  renewals,  at  the  rate  of  six  and  a  half  years  life, 
about  42  200  sleepers  per  annum. 

The  table  shows  that  50,390  have  been  laid  per 
annum  since  1845,  or  a  surplus  of  8153  per  annum 
have  been  put  into  the  road  and  these  are  fully  suf- 
ficient for  all  side  tracks,  switches,  etc. 

Second.  Iron  Kails— The  quantity  of  rails  which 
have  been  laid  down  in  place  of  the  56  lbs.  iron 
(original  rail)  in  the  old  main  track,  is  as  loUows : 

Miles.  Feet. 

Year  ending  Nov.  30,  1848 4  1327 

1849 8  3071 

"          '<          "           1850 16  1155 

"          "          "           1851 12  2625 

The  life  of  a  rail  depends,  generally,  upon  its 
weight  and  section,  the  quality  of  iron  of  which  it 
is  made,  the  kind  of  support,  the  distance  between 
the  bearings,  the  quantity  of  work  done  upon  it. 
and  the  manner  in  which  it  is  done,  whether  with 
heavy  engines  and  trains,  or  the  reverse,  whether 
on  a  crooked  or  steep  part  of  the  road,  whether  laid 
upon  good  material  for  the  road-bed  etc.  All  these 
elements  combined  with  some  ot  less  importance, 
determine  the  question  of  the  life  of  the  rail.  Ot 
two  rails  of  the  same  section,  from  the  same  mill, 
placed  upon  the  road  at  the  same  time  and  subject- 
ed to  the  same  amount  ot  work,  one  may  be  perfect- 
ly serviceable  at  the  end  of  ten  years,  or  more, 
while  the  other  may  require  to  be  taken  up  and  re- 
placed before  it  has  been  down  a  single  year,  the 
defect  being  in  the  manufactuie  and  disclosed  by 
use,  only. 

The  practice  in  the  Western  road  is  to  remove 
the  rails  from  the  main  tracks  as  fast  as  important 
defects  appear.  It  is  well  known  to  railroad  peo- 
ple that  the  first  iron  used  in  this  country  for  rails, 
was  the  best  we  have  had  from  the  other  side,  but 
the  iron  then  purchased  cost  jei2  to  £tb  per  ton, 
whereas  that  which  now  comes,  costs  about  £b. — 
It  is  not  to  be  supposed  that  we  get  as  good  iron  at 
'he  £b,  as  we  formerly  paid  three  times  five  for. 
and  the  inlerfnce  is  borne  out  bv  the  facts  in  the 
ease  of  the  Western  railroad.  The  number  of  old 
56  lb.  rails  which  it  is  necessary  to  remove  from 
'he  track  after  twelve  years  service  is  much  less 
in  proportion  to  those  ot  the  70  lb.  rail  than  would 
be  supposed.* 

The  excess  in  weight  of  the  new  laid  iron  over 
the  old,  is  almost  14  lbs.  per  y-ird,  in  the  aggregate 
900  tons,  and  in  value  at  $45  the  ton,  (costs  and 
transportation)  $40,500. 

In  addition  to  the  quantity  of  iron  specified  in 
the  table,  it  will  he  seen  by  tlie  report  of  the  direct- 
ors for  the  year  1847,*  that  new  rails  to  the  amount 
of  $33,000  were  used  and  charged  to  the  current 
expenses  of  that  year. 

In  reference  to  the  condition  of  the  road-bed,  it 
may  be  proper  to  say  that  a  gravel  train  has  been 
run  a  large  part  of  every  season  during  the  last 
seven  years,  employed  in  widening  and  raising 
banks,  clearing  ditches  and  to  some  extent  in  re- 
moving bad  bottom  from  the  road  bed,  etc.,  all  form- 
ing a  part  ot  the  charge  to  maintenance  of  way. 

I  have  consolidated  the  results  ot   the  several 


*  The  Reaaing  railroad,  said  to  have  a  greater 
tonnage  per  mile  per  annum,  than  any  road  in  ex- 
istence, has  still  in  use  a  large  number  of  the  orig- 
inal rails,  those  laid  down  when  the  road  was  built, 
in  the  year  1839, 1  think. 
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tables,  A.  B  C.  D.  and  have  so  classified  the  more 
important  items  that  the  wok-  done,  ci  st  ot  t-ame, 
and  theuieful  effect  prodoctd  in  ihe^eight  roads 
specifieo,  can  be  seen  togethj>r  and  compared,  ana 


It  gives  m< 


pleasure  to  aOd  ifcat  in  the  comparison, 
I  t"hink  thfe  Western  appear^  quite  as  well  a«  Us 
neighbors. 

Very  respectful  1 

Your  dledient  serva 
W.  t:.  Swift,  fn 
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inclusivti  five  years. 
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Statement  nhowing  the  quantity  of  work  done  in 
five  years  (1846  to  1850,  ii:lasive,)  on  each  of 
the  follow  ng  roads  expressed  in  pa^sengers  car- 
ried one  nile  and  in  tons  of  freight  carried  one 
mile;  als( ,  the  gross  expends  of  each  road  for 
the  same  jeriod.  For  the  purposes  of  this  com- 
parison, the  cost  of  transporting  a  passenger  one 
mile,  and  p  ton  of  freight  ope  mile,  is  assumed 
to  be  the  s  itne. 
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Statement  showing  the  useful  e 
for  each  mile  run  by  trains 
roads  from  1846  to  1850,  inclabive,  expressed  in 
passengers  j|nd  tons  of  freight  carri»<i  one  mile. 
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AMERICAN    RAlLltOAD    JOURNAL. 


Aggregate 
of  miles 

rnn  by  the 
trains. 


Roads. 

Western 3  696,713 

Boston  and  Wor... 2,063  632 
Boston  and  Maine.  1,812  422 

Fitchburg 1,557,937 

Boston  &  Lowell...  1,202,088 

Eastern 1,356,136 

Boston   and  Prov  .1,165,079 
Old  Colony 901,543 


Aggregate   Aver- 
passengers    age 
and  tons  No.  car- 
freight,    ried  lor 
each  mile. 
213,925.952    57.9 
126,499,456    61.3 
92,997,500    513 
82,702,40bi    53.8 
82«27,452|  68.4 
74,/20j;43J  55  1 
50.1 1 8>W    43.0 
36,198,135    40.0 


13,755,550  759,390,026  54.12 
Statement,  Showing  the  number  of  passengers 
carriea  one  mile,  and  the  number  of  tons  of  freight 
carried  one  mile;  also,  the  amount  receired  lor 
transportation  of  passengers,  and  amount  receiv- 
ed for  freight,  etc.,  on  each  of  the  following  reads, 
during  the  years  1846  to  1850,  inclusive, 
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CoTUolidation  of  the  General  Results  fumisAed  by  the 
abort  Tables. 
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We  copy  the  following  from  the  report  of  the 
committee  in  reference  to  the  question  of  the  dura- 
bility ol  rails. 

Any  estimate  of  the  average  annual  deprecia- 
tion of  iron  rails  must  unavoidably  be  to  some  ex- 
tent speculative.  The  wear,  and  therefore  the  du- 
rability of  iron,  depends  so  materially  upon  the 
traffic  it  bears,  and  upon  the  characteristics  of  the 
road  as  to  the  grades,  the  amount  and  degree  of 
curvature,  also  the  material  of  the  road-bed  and 
weight  of  engines  used,  that  the  experience  of  one 
road  is  scarcely  a  safe  standard  by  which  to  mea- 
sure another.  For  tne  present  purpose,  the  Com- 
mittee have  resorted  to  the  record  of  rail-renewals 
hitherto  made  on  the  Western  railroad, — in  con- 
nection with  an  examination  of  the  track  by  them 
personally,  with  particnlar  attention  to  the  locality 
of  such  renewals,  and  to  the  characteristics  of  the 


road  thereat,  t<^ether  with  the  quality  ot  the  iron 
as  disclosed  by  its  use.  They  regard  this  as  fur- 
nishing a  more  sure  criterion  by  which  to  fix  the 
present  value  of  the  rails,  than  any  other  within 
their  reach. 

The  total  length  of  the  Western  railroad  is  156 
miles,  46  of  which  have  a  double  track, — making 
the  whole  length,  in  single  track,  to  be  202  miles. 
This  is  exclusive  of  sidings.  The  iron  has  been 
in  use  during  various  periods  of  time,  correspond- 
ing to  the  dales  of  the  opening  of  the  road  for  traf- 
fic east  and  west  of  Connecticut  river,  and  the  lay- 
ing down  of  the  second  track  which  forms  the  46 
miles  of  double  track  before  referred  to.  Of  this 
entire  length,  there  have  been  renewed  41 J  miles 
of  rails,  at  divers  times,  as  follows: — 

4^  miles  in  1848,  after  9  years  wear. 

8j    "      "    1649,    "    10    " 
16i     "      "    1850.     "      9i  "        " 
12|     "      "    1851,     "    10    " 

Total,  41 J — after  an  average  use  of,  say,  10  years. 

These  renewals  occur  altogether  in  the  original 
single  track.  The  114|  miles,  constituting  the  re- 
sidue of  that  track,  it  is  calculated,  after  a  careful 
inspection,  will  be  serviceable  for  traffic  during  a 
iurther  average  period  of  8  years.  This  gives  20 
years  as  the  mean  durability  of  the  above  named 
1144  miles  of  rails.  Now,  in  any  computation  to 
determine  the  annual  average  depreciation  of  the 
rails  during  this  period  of  20  years,  we  must  re- 
member and  consider  the  fact,  that  a  portion  of  the 
rails,  forming  about  one  quarter  part  of  the  whole 
line,  were  renewed  after  an  average  service  of  10 
years,  and  will  have  been  subject  to  depreciation 
for  the  remaining  10  }'ears  of  the  20  which  have 
been  fixed  upon  as  the  probable  average  period  of 
service  on  the  Western  railroad. 

It  remains  to  consider  the  46  miles  of  second 
track  before  spoken  of.  This  has  been  laid  down 
only  from  3  to  4  years.  That  portion  of  the  iron 
in  this  track  which  was  procured  from  manufac- 
turers in  this  country,  viz:  about  16  miles,  has  al- 
ready  manifested  great  inferiority  of  quality;  and 
it  is  thought,  that  its  term  of  useful  service  will 
not  extend  beyond  the  mean  period  of  the  41 J  miles 
of  the  first  track,  already  renewed, — which  was, 
as  has  been  stated,  about  10  years.  The  Commit- 
tee therefore  apply  to  this,  for  a  period  of  10  years, 
the  same  annual  per  centage  of  depreciation  which 
they  applied  to  the  41 1  miles  alluded  to;  and,  as- 
suming that  it  will  be  replaced  with  iron  of  the 
usual  or  a  better  quality,  apply  to  it,  for  the  resi- 
due of  the  time,  the  rate  of  depreciation  determined 
for  the  most  durable  rails  in  the  track.  The  resi- 
due of  this  second  track,  to  wit,  about  30  miles, 
which  is  of  English  manufacture,  promises  a  term 
of  usefulness  about  equal  to  that  of  the  114^  miles 
of  the  first  track,  not  yet  re'.aid  ;  and  the  Commit- 
tee therefore  assign  to  it  the  same  rate  of  deprecia- 
tion which  they  did  to  the  rails  in  that  portion  of 
the  track. 

In  their  computation  to  determine  the  deprecia- 
tion of  the  rails,  the  Committee  have  kept  in  view 
this  object, — to  ascertain  how  far  that  depreciation, 
and  the  renewals  resulting  therefrom,  constitute  a 
tax  upon  the  income  of  the  Corporatio:-.  They 
have  therefore  deducted  from  the  present  market 
price  of  new  rails,  the  market  price  o!  old  iron. 
They  also  assume  that  the  mean  annual  deprecia- 
tion upon  the  41 4  miles  already  mentioned  as  re- 
laid  at  an  earlier  period,  represents  the  measure  ol 
depreciation  applicable  to  a  like  portion  of  the 
rails  for  the  remainder  of  the  term  of  20  years. 
The  results  of  these  computations  are.  that  the 
rails  on  41)  miles  of  the  original  single  track  de- 
preciate, so  far  as  their  renewal  is  a  tax  upon  the 
income  of  the  Corporation,  at  the  rate  of  4  444-pffr 
cent,  per  annum,  for  the  whole  20  years ;  and  that 
the  remaining  114  i  miles  depreciate  at  the  rate  of 
2.222-(-^r  cent,  per  annum,  during  the  same  term  ; 
also,  that  the  rails  in  16  miles  of  the  second  track 
depreciate  at  the  rate  of  4.44-f-;>er  cent,  per  annum, 
for  10  years,  and  2.22-i-;)er  cent,  per  annum  lor  two 
years;  and  that  the  residue  (30  miles)  of  the  sec- 
ond track  depreciate  at  the  rate  of  2.22-|-pfr  cent, 
per  annum  iot  12  years.  Assuming,  then,  that  100 
tons  of  iron  are  required  for  one  mile  of  track,  and 
that  the  market  price  is  S45.00  per  ton,— we  have 
with  these  data  the  following  result:— 
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ORIGINAL  SlNGfcB  TRACK. 

4Uraile«x  100  tons XS45  = S186,"5000 

luj    "      XlOO    "    X«45= 51525000 


156      "  Cost,  S702,000.00 

SlSfi  750  00  a  4.44  +  or  ct.  xQOy'rs  =  ftl6ti,000.00 
S5I5  250.00  a  2.22  -f  pr  ct.  X^Oy'rs  =.  229,000.0<t 


$702,000.00  fl  2.81  +  per  cent,  per  an- 
num....  S395,000.00 

If  these  computations  be  correct,  the  average  an- 
nual expenditure  to  the  Corporation,  lor  maintain- 
ing the  rails  of  the  original  single  track,  will  be 
Sli>  7o0.00.  It  will  be  borne  in  mind  that  only  4!  i 
mi  e*  have  been  thus  far  renewed,  or  about  one 
quarter  of  the  original  single  track:  and  that  thr 
rest,  or  114  J  miles,  will  have  to  be  relaid,  within 
the  next  10  years  or  thereabouts,  say  an  average  of 
8  years.  This  will  involve  an  expenditure  o( 
$2-29  000.00,  or  an  average  annual  demand  upon 
the  income  of  the  Corporaiion  of  422,900.00.  The 
renewals  requisite  to  maintain  the  iron  in  the  sec 
ond  track,  at  ihe  end  of  the  said  20  years  will  have 
amounted  to  SbO,400.00,  or  an  averaffe  outlay,  dur- 
ing the  next  10  years,  of  ;&8,040  00.  Bringing  thes^c 
results  together,  it  is  found  ttial  during  the  next  10 
years  the  income  of  the  road  will  be  taxed  $39,240- 
00  per  annum  iot  the  renewal  of  its  rails,  as  lol- 
lows: — 

ORIGINAL  SINGLE  TRACK. 

14  i  miles $  8.300.00 

114  i  miles 22,900,00 

SECOND  TRACK. 

46  miles $  8,040.00 

"  ■  '  -'  S3y, 240.00 

In  making  these  calculations,  the  Committee 
have  carefully  endeavored  not  to  undervalue  this 
item  of  depreciation  ;  but,  on  the  other  hand,  they 
are  persuaded  their  estimates  will  be  found  to  ex- 
ceed, rather  than  to  fall  below,  the  truth. 

For  the  Railroad  Journal. 
The   Applicability  of  Suspension  Bridges  to 
Rail-ways. 

In  an  arttcle  of  this  length,  it  would  be  impos- 
sible even  to  refer  to  the  many  arguments  that 
might  be  brought,  to  prove  the  applicability  of 
suspension  bridges  to  railway  purposes,  but  a  few 
of  the  principal  reasons  may  be  presented. 

There  never  yet  has  been  a  suspension  bridge 
constructed,  intended  by  the  designer  for  railway 
travel ;  and  consequently,  correct  conclusions  re- 
specting the  practicability  of  a  structure  which  has 
not  yet  been  built,  can  only  be  come  to  by  properly 
understanding  the  principles  which  govern  it,  and 
its  use. 

The  only  bridge  known  to  the  public,  built  upon- 
the  suspension  principle,  that  has  had  locomotive 
trains  upon  it,  was  on  the  line  ol  the  Stockton  and 
Darlington  railway,  in  England. 

This  bridge  had  been  built  for  common  road 
travel,  but,  being  in  a  position  to  be  used  by  the 
railway  company,  the  track  was  laid  on  it,  and  a 
trial  made.  Mr.  Stephenson,  when  giving  evi- 
dence before  a  parliamentary  committee,  sitting  on 
a  matter  which  related  to  the  Britannia  tubular 
bridge,  stated,  that  the  platform  of  the  suspension 
bridge  referred  to  rose  up  three  feet  before  the 
locomotive  at  ordinary  speed  ;  and  that  the  entire 
work  was  nearly  destroyed  by  the  passage  of  the 
train.  [See  E.  Clark's  Britannia  Tubular  Bridge, 
vol.  1,  p.  63.]  Piles  were  driven  into  the  bed  of  the 
river,  and  the  roadway  of  the  bridge  secured  to 
them.  Still  the  structure  was  deemed  useless,  as 
the  piles  were  alternately  drawn  out  and  driven  in 
again,  by  the  action  of  the  chains  and  the  loads  on 
the  track.  [See  E.  Clark's  Britannia  Tubular 
Bridge,  vol.  1,  p.  41.]  Yet,  astonishing  as  it  may 
seem,  when  the  question  is  investigated,  this  is  the 
only  practical  data  upon  which  the  sweepiag  con- 


clusions against  suspension  bridges  for  railways, 
which  are  so  frequently  made,  have  been  founded 

Now,  upon  what  conditions  will  the  prope' 
strength  and  stability  of  a  suspension  bridge  for 
railways  depend  1  As  to  the  strength  required  to 
sustain  a  stationary  load,  there  can  be  but  one 
opinion,  viz.  that  anything  desirable  can  be  attain- 
rd.  If  one  cable,  or  bar,  or  wire,  will  sustain  a 
given  load,  two  cables,  bars,  or  wires,  of  corre- 
sponding length,  will  sustain  twice  as  much  ;  and, 
by  increasing  the  strength  of  the  cables  indefinitely, 
the  bridge  will  be  capable  of  sustaining  a  corre- 
sponding load. 

Vibrations  and  oscillations,  which  are  the  only 
real  difficulties,  can  be  overcome,  for  stiffness  and 
s^tabiliiy  depend  upon  principles  equally  simple 
with  those  which  govern  the  amount  of  strength 
required  for  a  statinnarv  load.  If  the  load  to  be 
moved  on  any  body  in  equilibrium,  bears  such  a 
proportion  to  the  body  en  which  it  is  to  move,  that 
its  momentum  will  readily  overcome  the  inertia  of 
the  quiescent  body,  a  disturbance  will  ensue,  and 
in  a  proportion  of  one  body  to  the  other;  but  when 
the  momentum  of  the  moving  body  is  small  com- 
pared to  the  inertia  of  the  body  in  equilibrium,  the 
effect  will  be  little,  to  such  a  degree  that  it  may  in 
many  cases  be  i  uperceptible. 

All  matter  has  a  tendency  to  remain  at  rest,  or 
to  move  with  uniform  motion,  unless  disturoed  by 
secondary  causes.  And  as  it  requires  a  certain 
absolute  force,  either  to  move  any  thing  from  its 
state  01  rest,  or  to  stop  it  when  in  motion — it  is 
quite  evident,  that  if  the  force  exerted  to  move  a 
ponderous  body,  is  not  sufficient  to  overcome  its 
inertia  or  tendency  to  remain  at  rest,  it  will  not  be 
moved,      v  - "  j 

These  principles  may  be  applied,  to  suspension 
bridges  for  railways.  Let  the  bridge  be  made  so 
heavy,  that  the  momentum  of  the  train  will  not 
overcome  the  inertia  of  the  bridge,  or,  its  natural 
tendency  to  remain  at  rest — and  of  itself,  without 
any  other  condition,  it  will  be  stationary.  In 
practice,  however,  such  an  excess  of  strength  and 
stability  will  not  be  necessary.  As  the  bridge  will 
be  in  equilibrium,  or  balanced,  one  part  cannot 
sink  without  lifting  some  corresponding  part ;  the 
middle  cannot  sink  without  raising  the  haunches, 
and  one  end  cannot  be  depressed  without  raising 
the  other. 

It  is  known  in  practice  that  an  ordinary  load  may 
pass  over  a  slight  suspension  bridge  at  the  rate  of 
three  or  four  miles  per  hour  without  injuring  it 

Loads  equal  to  one-lwelfth  the  entire  suspended 
weight  of  the  Wheeling,  Lewiston  and  Fribourg 
bridges,  respectively,  have  been  passed  over  them 
at  the  rate  of  three  or  four  miles  per  hour  without 
injury  to  the  structure,  and  without  producing  such 
deflections  or  vibrations  as  would  prevent  the  pas- 
sage ol  a  locomotive  and  train  with  safety.  These 
bridges  are  of  very  great  spans,  being  1,010  feet, 
1,040  feet  and  870  feet  between  the  points  ol  support 
in  the  order  named. 

As  the  degree  of  inflexibility  of  these  bridges  de- 
pends mainly  on  their  weight;  why  should  not  the 
conditions  remain  the  same  if  the  weight  of  the 
bridge  and  the  loads  are  increased  proportionally — 
that  is,  if  a  railway  bridge  of  corresponding  span 
was  made  as  heavy  in  proportion  to  the  trains  to 
go  over  it  as  the  bridges  now  built  are  to  the  loads 
which  go  safely  over  them,  why  should  it  not  re- 
n:ain  as  still  and  unaffected  in  one  case  as  in  the 
other. 

Due  allowance  mast  be  made  for  the  additional 
force  of  a  train  arising  from  the  increased  speed 
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and  the  irreriularities  of  the  ojachinery;  but  the 
quantity  of  this  forc^  isdetermiilable. 

Heavy  parapets  of  timber  or  metal  may  be  used 
la  give  additional  rigidity  to  the  siruciure.  and 
trusses  may  Unemployed  insomi?  cabes;  but  owing 
!0  the  difficul|ie6  of  combining  straight  lines  with 
curves  and  catenaries,  it  would  be  safer  to  de(>eDd 
upon  the  inerua  or  weight  of  th«:  briOgeonly  for  its 
^tiflness;  adding,  <<uch  combinations  to  the  road 
way  as  will  readily  conform 
slight  changeii  which  will  occur 


themselves  to  the 
in  the  form  of  the 


curve  of  the  cables  arising  Iroia  their  expansion 
and  contractit  n,  by  changes  of  atmospheric  tem- 
perature. 

Indcpendenljof  the  fact  that!  uspension  bridges 
may  be  constructtd  where  no  oiler  can  be  built  (at 
leasipon  any  (Ian  loow  known)  their  compaiative 
cheapness,  shouli  entitle  theda  to  consideration 
even  where  shorter  spaas  on  piens  might  be  erected. 

The  great  (  urability  of  Mhe  oiaterial  employed 
ind  the  short  time  required  to  cimsfuct  ihem  of 
the  greatest  loagnitude,  are  alio  very  important 
considerations  in  their  favor. 

It  is  to  be  regreiied  that  so  rnorh  time  and  talent 
has  been  employed  in  discussing  the  objections  to, 
instead  of  endeavoring  to  oveicume  the  difficulties 
of  a  combinatjion,  which  of  all  others  is  most  ap- 
plicable to  thf  very  great  span»,  which  are  to  be 
met  with  on  Ihis  continent;  bit  fortunately  the 
spirit  of  inresjigation  has  of  lat  sheen  directed  to 
this  subject,  aid  results  are  to  bd  looked  for  of  the 
most  beneficial  character. 

E.  W.  Serrkll,  C.  el 
Mait:h  9,  1853, 


New  York, 


Potsdam  and  AVatertovrto  Railroad. 

At  the  anni^al  meeting  ol  stc^ckholders  of  this 
corporation,  h^Id  at  the  village  lif  Gouverocur,  on 
the  second  dajy  of  February  instant,  Joseph  H. 
Sanford,  Zena^  Clark,  Orville  vl  Brainard,  Hiram 
Holcomb,  Ed^^ia  Dodge,  Willjam  E.  Sterling, 
Barzillai  Hod^kin,  Arunah  Ml  Adsit,  William 
W.  Groulding,  jSamuel  Parlridgei  Howell  Cooper, 
Ebenezer  Min^,  and  Hiram  B.  Keen,  were  elected 
directors.  j 

And  at  a  st^bsequent  meeting  of  directors,  the 
following  officers  were  appointed  : 

Ekiwin  Do^ge,  President, 

Zenas  Cla^k,  Vice  President , 

Daniel  Le^,  Treasurer,        | 

Henry  I  K|nowles,  Secretary. 
A  better  boarji  of  directors  couk  i 
ion,  have  been  Iselected. 


not,  in  our  opin 


HUlsboro'  RiUroad. — We  statfld  a  weelc  or  two 
since  that  the  e  itire  line  of  the  Hlllsboro'  railroad, 
to  Parkersburg-,  had  been  placed 
The  contract  his  been  taken  by 
responsible  contrabtors,  who  would 
not  engage  in  he  work  without  seeing  their  way 
to  a  good  job,  bikt  that  sufficient 
means  would  b^  forthcoming  to  carry  the  work  vi- 
gorously forwand.  : 

We  also  leafn  that  an  arrangement  has  beep 
completed  with  the  Baltimore  and  Ohio  railroad 
by  which  the  transportation  of  pa.ssengers  and  meiv 
chandize  passing  over  the  Parkersburgh  branch,  is 
secured  to  the  Hillsboro'  road.  An  arrangement 
which  is  believdd  by  the  friends  of  the  latter  to  add 
very  much  to  tie  strength  and  ere  lit  of  this  enter- 


prise. 

From  the  wel 
tractors  possess 


known  reputati«|  which  the  con- 
:  or  energy  of  charticter  and  ample 
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mfans,  we  anticipate  that  verv  rapid  progress  will 
be  made  in  the  work  of  consiructioo. 


American    Railroad  Jonmal. 


Smtardny,  March  la,  18S3. 

I'Couiitjr  Railroad  Bonda> 

As  in  the  more  recently  settled  states,  the  credits  of 
counties  and  mutiicipal  corporations  areolten  used 
toprovifle  themeansforthe  construction  of  railroads 
and  will  probably  continae  to  be,  to  a  considerable 
extent,  for  some  time  to  come— some  account  of  the 
value  of  these  credits,  and  the  reasons  which  exist 
for  usins  th^m,  witl,  we  think,  be  acceptable  to 
parties  desir?ne  to  invest  in  such  securities. 

The  errtfits  of  counties  and  cities  are  resorted  to 
as  a  general  rule,  only  where  the  private  means 
of  those  ensasred  in  the  construction  of  a  particular 
line  of  railroad,  may  be  inadequate  to  this  object; 
cr  where,  from  the  value  of  money  for  other  pur- 
poses, it  mav,  ''pon  the  whole,  be  the  better  economy 
to  borrow  the  means  for  the  new  enterprise,  than 
/or  the  leading  individuals  of  a  comojunity  to 
embarrass  themselves  by  investing  outside  of  their 
regular  business  too  larpe  a  portion  of  their  cap- 
ital. Sufh  are  some  of  the  principal  reasons  in 
favor  of  the  use  of  the  credits  of  counties  and  cities 
Jn  the  construction  of  railroads.  Another  is,  that 
when  credits  have  to  he  resorted  to.  a  large  sum 
may  of'en  be  saved  by^the  use  of  the  aggregate 
credits  of  all  the  memHi^s  that  compose  a  commu. 
nity,  over  those  of  a  few  individuals.  Money  can 
often  be  had  upon  the  former,  at  rates  at  which 
it  would  be  impossible  to  borrow  it,  upon  the 
strength  of  the  names  of  private  parties. 

Were  we  always  certain,  that  the  money  ob- 
tained noon  the  credits  of  communities  in  the 
agsrreirafe.  would  be  equally  well  expended  as  that 
furnished  hy  private  capital,  and  that  the  property, 
in  either  case,  would  be  equally  well  managed — 
the  former  would  certainly  be  the  proper  mode  in 
which  to  raise  it.  It  would  cert" inly  be  the  most 
eguifaile  mo-^e.  A  railroRd  traversing  a  county 
for  instance,  mav  double  the  value  of  all  the  real 
and  personal  property  in  it.  Every  inhabitant, 
consequently,  is  benefited  in  proportioit  to  the 
amount  of  r^-opertv  he  owns.  It  is  but  just,  there- 
fore, that  the  burden  and  the  benefit  should  go 
together  In  fact,  the  burden  of  constructing  a 
railroad  can  be  equitably  distributed,  in  no  other 
manner  than  by  assessing  its  cost  upon  every  mem- 
ber of  the  communitv.  in  proportion  to  the  degree 
in  which  hf  will  be  benefifted  by  it.  The  justness 
of  this  mode  of  raising  monpy  for  such  works  as 
railroads — which  are,  in  fact,  oublic  enterprises — 
of>en  determines  the  question  in  its  favor,  when 
Other  considerations  may  render  such  a  step  of 
doubtful  expediency. 

■We  are  not  aware  of  any  instance  in  which  such 
credits  hare  b^en  misused,  or  their  proceed*  applied 
to  any  other  than  their  appropriate  objects.  That 
they  have  accomplished  a  vast  pood,  there  can  be 
no  doubt.     Without  them,  many  of  the  most  im- 

rfant  works  in  the  country  could  not  have  been 
built ,  and.  instead  of  the  vast  extent  of  line  which 
•we  can  now  show,  we  should  hardly  have  made  a 
resnect!ibl«»  commencment.  Without  the  aid  ex- 
pended bv  the  state  of  Massachusetts,  the  Western 
land  other  important  roads  in  that  state  could  not 
Ijave  been  built.  The  city  of  Albany  also  contri 
l^uted  SI  000,000  to  the  former.  The  construction 
iof  th«  Baltimore  and  Ohio,  and  the  Pennsylvania 


roads,  could  not  have  been  accomplished,  without 
'he  corporate  aid  of  Philadelphia  and  Baltimore. 
The  same  may  be  said  of  the  most  important  roads 
in  the  eastern  states.  If  such  be  the  fact  in  the 
oldest  and  richest  sections  of  the  country,  bow 
much  more  needed  is  such  aid  when  we  go  south 
and  west — portions  of  the  country  which  have  le.ss 
available  means  for  these  works,  but  where  their 
want  is  even  more  thoroughly  felt.  But  for  the  aid 
extended  by  the  cities  of  Cleveland  and  Cincin- 
nati to  the  roads  of  which  they  are  the  termini,  the 
most  important  and  productive  lines  of  railroad  in 
Ohio  could  not  have  been  built.  The  results  se- 
cured to  the  city  of  Cleveland,  by  the  aid  she 
extended  to  a  number  of  important  lines  termi- 
natine  at  that  place— is  a  striking  illustration  of 
the  advantages  of  municipal  aid  to  such  works. 
The  entire  aggregate  of  her  subscriptions,  we  be 
lieve,  was  only  8400.000.  This  comparatively 
trifling  sum  has  been  the  means  of  constructing  a 
number  of  first  class  roads,  which,  from  the  com- 
merce and  trade  already  secured,  have  not  onlv 
proved  sonrces  of  extraordinary  prosperity,  but 
the  entire  amount  of  her  subscriptions,  if  to-day 
oflTered  in  the  market,  would  command  from  10  to 
25  per  cent,  premium.  The  money  contributed 
was  well  Hid  out,  the  works  have  been  well  con- 
ducted, and  the  investment  has  proved  to  be  an 
exceedingly  productive  one.  Such  has  been  the 
case,  in  every  instance,  in  the  states  of  Ohio  and 
Indiana,  where  the  roads  to  which  they  were  issued 
have  been  in  operation  a  sufficient  length  of  time 
to  demonstrate  their  capacity  for  business.  As  far 
as  such  subscriptions  have  been  made  throughout 
the  country,  we  believe  they  have  been  judiciously 
extended  and  generally  productive. 

Having  given,  in  general  terms,  the  objects  and 
reasons  that  exist  for  the  use  of  county  and  city 
credits  in  the  construction  of  railroads,  and  with- 
out which,  in  some  portions  of  the  country,  these 
works  still  cannot  be  built — we  will  endeavor  to 
present  a  correct  idea  of  the  legal  rights  secured  to 
purchasers  of  such  securities. 

That  counties  and  cities  are  competent  to  make 
valid  subscriptions  to  the  stock  of  railroads  (Legis- 
lative permission  having  been  first  obtained,)  is  now 
well  settled  by  the  judicial  tribunal  of  all  the 
States  where  the  legality  of  such  subscriptions 
have  been  contested.  Such  subscriptions  are  regard- 
ed in  the  light  of  c/m^rcc/i,  binding  upon  every  per- 
son residing  in  the  community  by  which  they  are 
made.  To  deny  this  right,  would  be  to  deny  the 
right  of  a  city  to  do  any  act  involving  the  expend- 
iture of  money  for  the  general  or  public  good 
the  right  to  construct  works,  the  object  of  which 
is  to  introduce  water  or  light  into  a  city,  or  to  do  a 
thousand  acts  which  contemplate  the  benefit  of  all, 
the  advantages  of  which  however  must  always  op- 
erate unequally,  and  to  which  a  very  large  por- 
tion of  a  community  may  be  opposed. 

The  competency  of  the  municipal  bodies  to  make 
subscriptions  to  railroads  has  been  so  repepeatedly 
settled  in  the  Eastern  States,  that  it  is  not  now 
questioned.  Similar  decisions  have  been  had  ir 
Ohio  and  Kentucky,  and  other  Western  and 
Southern  States.  The  leading  case  in  Ohio  was 
that  of  the  Cincinnati,  Wilmington  and  ZanesviiU 
Railroad  vs  the  County  Commissioners  of  Clinton 
County,  the  docisi*n  in  which  we  published  in  the 
number  of  the  Journal  under  date  of  March  27tb 
1852.    In  this  case  the  Court  held  that— 

"  It  is  held  competent  for  the  legislature  under  the 
coDstitutioQ  to  construct  works  of  internal  improve* 


menton  behalf  of  the  state,  or  to  aid  in  their  con- 
struction by  subscribing  to  the  capital  stock  of  cor- 
porations created  for  that  purpose,  and  to  levy  taxes 
to  raise  the  means:  and  by  an  evercise  of  theioTTic 
power,  to  authorize  a  county  to  subscribe  to  a  work 
of  that  character  running  through  or  into  such 
county,  and  to  levy  a  tax  to  pay  the  subscription. 

Such  a  tax,  when  thtis  authorized,  is  not  beyond 
the  legitimate  scope  of  local,  municipal  taxation; 
nor  is  it  opposed  to  art.  8,  sec.  4,  of  the  constitution 
declaring  that  '  private  property  ought  and  shall 
ever  be  held  inviolable,  but  always  subservient  to 
the  public  welfare,  provided  a  compensation  in 
money  be  made  to  the  owner.' " 

The  Ohio  county  subscriptions  like  those  of 
other  States,  not  only  rest  for  their  security  upon 
the  tchole  aggregate  property  of  the  community, 
but  the  additional  one,  of  having  the  punc- 
tual payment,  both  of  principal  and  interest,  se- 
cured even  against  the  will  of  those  making  it. 
The  Laws  of  the  State  make  it  obligatory  upon 
the  proper  oflicers  in  each  county,  to  assess  a  suffi- 
cient tax  to  meet  both  the  principal  and  interest  on 
the  bonds  as  they  fall  due ;  and  in  case  of  neglect 
or  refusal  to  do  so,  the  auditor  of  the  State  is  author- 
ized and  instructed  to  assess  such  tax  and  cause  the 
same  to  be  collected  in  the  same  manuner  that  the 
State  taxes  are  collected,  and  paid  over  to  the  holder 
of  such  bonds.  The  prompt  payment  of  such 
bonds  are  thus  secured  beyond  contingency,  which 
fact  contributes  not  a  little  to  the  high  prices  which 
the  "  Ohio  County  Bonds"  command  over  those  of 
other  States. 

As  an  additional  security  for  the  prompt  payment 
of  County  Bonds,  the  principal  and  interest  are,  as 
a  general  rule,  guaranteed  by  the  company  to  which 
they  are  issued.  The  company  in  this  manner  be- 
coming responsible,  will  take  good  care  that  suflH- 
cient  means  are  seasonably  provided  by  the  coun- 
ty to  meet  the  liabilities  as  they  mature.  The 
bonds  too,  in  most  cases  are  made  conrertible 
into  the  stock  of  the  company,  (for  the  payment  of 
which  they  were  issued.)  In  the  event  of  said  stock 
going  to  a  premium,  as  has  been,  and  will  gener- 
ally be  the  case,  the  means  for  the  payment  are  in 
this  manner  provided,  without  resort  to  any  taxa- 
tion whatever,  which  reduces  the  liability  of  the 
holder  to  the  least  possible  risk. 

The  constitutions  of  Ohio  and  Indiana  now  pro- 
hibit any  further  issue  of  county  bonds  to  railroads. 
The  reasons  that  led  to  these  enactments,  was  the 
belief  that  the  increased  means  of  the  people,  and  the 
high  credit  which  Western  projects  have  secured 
for  themselves,  render  the  further  resort  to 
municipal  subscriptions  unnecessary.  This  fact  en- 
hances materially  the  value  of  those  already  issued, 
which  were  to  the  earliest  and  most  important  en- 
terprizes  in  the  State,  and  which  are  in  no  danger 
of  being  discredited  by  an  excessive  issue  of  secu- 
rities of  a  similar  character. 

The  small  amount  of  the  securities  issued  by 
the  several  counties,  is  an  important  fact  in  their 
favor.  In  Ohio,  in  which  the  largest  issues  have 
been  made,  there  is  hardly  an  instance  where  a 
county  has  issued  bonds  to  an  amount  exceeding 
8100,000.  The  value  of  the  property  upon  which 
'hese  securities  are  based,  range  all  the  way  from 
S5,0d0,000,  to  S20,000,000,  and  is  vastly  increased 
by  the  construction  of  the  road. 

The  above  remarks  will,  we  believe,  convey  & 
correct  idea  of  the  character  and  value  of  county 
bonds  now  offered  in  the  market.  Where  they  have 
been  properly  issued  to  legitimate  objects,  they 
rank  among  the  best  and  safest  securities  offered, 
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and  are  so  regarded  by  our  own  people.  We  be- 
lieve them  to  be  a  particularly  desirable  security  to 
the  foreien  purchaser,  who  is  content  with  a  lower 
rate  of  interest  for  his  money,  provided  the  security 
be  unquestioned.  The  county  bonds  gives  him  a 
duplicate  security ;  one  furnished  by  the  county  it- 
self, and  the  other  by  the  promise  of  the  railroad 
company. 

The  objection  to  the  use  of  these  securities  is  the 
danger  that  they  may  be  made  the  means  of  stimu- 
lating the  construction  of  railroads  beyond  the  wants 
of  the  country.  That  there  is  need  for  caution  here, 
we  fully  admit.  We  can  well  ima?ine  that  a  mem- 
ber of  a  commnnitv  may  be  willing  to  vote  its  ere- 
dit,  to  a  project  in  which  he  has  not  sufficien'  con- 
fidence to  take  stock  individiMlly.  We  are  oppos 
ed  to  the  construction  of  railroads  upon  routes  that 
cannot  famish  a  considerable  portion  of  the  means 
required  for  their  construction,  for  reasons  that  we 
have  of^en  insisted  upon.  A  community  that  can 
contribute  nothing  toward  the  construction  of  a 
road,  can  probably  furnish  very  little  business  for 

its  support.  There  raav  be  exceptions  to  this  rule. 
There  are  portions  of  the  States  of  Wisconsin  and 
Illinois  recently  settled,  that  could  supply  an  abund- 
ant traffic  to  railroads,  while  they  can  do  little 
toward  their  construction.  All  their  means  are 
wanted  to  improve  their  farms.  The  ease  and  facility 
with  which  Western  soil  is  brought  into  cultiva- 
tion, enables  the  Western  farmer  to  become  a  vast 
producer,  although  his  farm  was  reclaimed  from  a 
state  of  nature,  only  a  year  or  two  previously.  The 
Indiana  and  Ohio  county  bonds,  however,  are  not 
liable  to  the  objection  stated.  They  have  only 
been  sparingly  resorted  to*  and  all  further  issues 
in  both  States  are  forbidden.  Those  issued  in  other 
States  may  be  equally  valuable,  provided  the  same 
moderation  be  observed,  and  the  same  good  sense 
and  capacity  displayed  in  the  construction  and 
management  of  their  railroads,  as  has  been  shown 
in  Ohio  and  Indiana. 
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fig:ure,  the  banks,  finding  themselves  too  much  ex- 
tended, are  doing  but*  little,  for  the  purpose  of 
•'  itrengtkening"  their  positions.  The  pre&ent  flurry 
will  be  over  in  a  month,  probably,  as  the  causes 
that  have  produced  it  are  purely  local  and  tem- 
porary. Business  is  in  a  sound  state,  and 
capital  is  sufficiently  abundant  for  all  legitimate 
purposes.  The  present  pinch  in  the  market  is 
just  what  was  needed  to  check  undue  speculation, 
and  bring  people  to  their  senses.  It  will  clear  out 
of  the  street  a  great  deal  of  the  worthless  stuff  with 
which  it  has  been  crammed,  and  which,  from  the 
inflated  prices  which  they  have  reached,  absorbed 
a  great  amount  of  money. 

We  think  the  banks  are,  after  all,  the  most  culp- 
able parties  in  this  speculative  movement,  which 
has  resulted  so  disastrously  ;  the  new  ones  the 
most  so.  These  have  been  created  much  faster 
than  they  were  required  by  theincease  of  business. 
Consequently,  they  are  compelled  to  go  iato  the 
street  to  solicit  the  acceptance  of  loans,  instead 
of  waiting  for  people  to  come  to  them.  Very 
large  loans  were  made  upon  the  prominent  fan- 
cies, and,  as  soon  as  the  popular  caprice  whis- 
pered that  these  securities  were  comparatively 
worthless,  they  dropped  them  as  they  would  a  hot 
potato,  to  use  the  homely  phrase.  To  the  above 
causes  is  to  be  ascribed  the  enormous  size  to  which 
these  bubbles  were  blown,  and  their  sudden  col- 
lapse. Banks  have  no  right  to  touch  fancies  at 
all,  If  they  do,  they  ought,  for  the  sake  of  consis- 
tency, to  hold  in  foul  weather  as  well  as  in  fair. 

The  aemand  for  first  class  western  securities 
continues  good,  at  fair  prices,  and  the  prospect  is 
that  the  market  will  continue  to  take  all  oflering. 


Cr'Y  SECURITIE$— BONDS. 

Brooklyn  6'  \ . 
Albany  6's,  1871-1881, 
Cincinnati  f's. 
St.  Louis. 
Louisville  « 's  1R80 
PitUburg  ev,  lHti9-187l . 
New  York  rs,  1857. 
NewYork  J's,  l858-'60. 
New  York!. 's,  1870-'75. 
New  York  i's,  1890. 
Fire  loan  5'fe.  1886. 
PhiladeJDhii  6's,  1876-'90. 
Baltimore  IH70-'90, 
Boston  5's . 
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Railroad  from. 

Railroad  companies  will  do  well  to  notice  the 
advertisement  of  MessrS.  J.  H.  Austin  &  Co., 
of  London,  in  reference  to  the  purchase  and 
inspection  of  railroad  iron. 

To  Contraeton. 

We  invite  the  attention  of  contractors  to  the 
advertisement  of  important  letUngs,  in  another 
column. 

Stoek  and  Hone  jr  Market. 

The  past  has  been  a  very  exciting  week  in  Wall 
street.  There  has  beed  a  complete  panic  in  fancy 
stocks,  which  has  affected,  by  sympathy,  all  other 
securities.  Money  has  been  in  great  demand,  at 
high  rates,  and  the  stringency  has  by  no  means 
yet  abated.  The  whole  trouble  is  confined  to  Wall 
street,  and  is  simply  the  result  of  over  speculation, 
assisted  by  improper  facilities  granted  by  the 
banks  ;  which,  having  loaned  largely  upon  fancy 
stocks,  and  finding  they  had  gone  too  far,  have 
called  in  their  loans,  and  shoved  the  securities  into 
the  street.  Weak  holders,  cut  off"  from  the  source 
of  supply,  which  has  been  opened  to  them  for  some 
time  past,  have  been  unable  to  carry  their  loads, 
and  the  great  amount  of  fancies  thrown  upon  the 


GOVERNMENT  AND  STATE  SECURITIES. 

U.S.  5's,  1853 1004 

U.S.  6's,  1856 107J 

U.  S.  6's,  IHbiS 116 

U.S.  6's,  1862— coupon ]i5i 

U.S.  6's,  1867 li9f 

U.S.  6's,  1868 120* 

U.S.  6's,  1868— coupon i20i 

Indiana  5's 99  j 

Indiana  2j 56j 

"      Canal  loan  6's 96 

"      Canal  preferred  5's 37 

Alabama  5's 98 

Illinois  6's,  1847 92j 

Illinois  6's — interest 62i 

Kentucky  6'8,  1871 jlOi 

Maryland  6's 'i08j 

NewYork6's,  1854-5 '108 

New  York  6's,  18».0-'61-'62 '117 

New  York  6's,  1864-'65 .'120 

New  York  6*s,  |y.,  1866 120 

New  York  54's,  1860-'6l Ill 

New  York  5|'s,  1865 112 

New  York  5'8, 1854-'55 106 

New  York  5's,  1858-'60-'62 108 

New  York  5's,  1866 113 

New  York  4|'s,  1858-'59  '64 101 

Canal  certificates,  6's,  1861 , 

Ohio  6's,  1856 **M)4| 

Ohio6's,  1860 '109 

Ohio6's,  1870 1151 

Ohio6's,  1875 117 

Ohio5'8,  1865 !. 106* 

Ohio  7's,  1851 \[\ '.'.'.[' Wbl 

Pennsylvania  5's *" qq\ 

Pennsylvania  6's,  1847,.'53....  .V.*.V.'.*V."*  99! 

Pennsylvania  6'8,  1879 !!!!.'!!.*  101 

Tennessee  5's 951 

Tennessee  6'8,  1880 .*.*.**.*.*'.*.'.***  ioi| 


Hudson  Ri. 
Hudson  Ri\ 


106 
.1074 
.I03i 
.101 

98i 
,102 
.106 
.lOli 
.103 
.104i 

!l07i 
,l09i 
.102 
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Erie  1st  mof'^k^e,  7's,  1867. 
Erie  2d  moitga^e,  7's.  1859.. 
Erie  incom>j  Ts,  1855 


Erie  convei-Jibie  bonds,  7's,  1871 974 


er  1st  mort.,  7s,  1869 
er2d  mort.,  7'8, 1*60 


New  York  1  .nd  New  Haven  7 

Reading  6's    1870 

Reading  mv  rtgape,  6's,  1860 


s,  1861 


104 
98i 

106 
93 

Michigan  Central,  convertibl^  8*8,  1960.... !  II  U 
Michigan  iiouihfni,  7's,  1860 

Cleveland,  Ool.  aid  Cin.  7's,  

Cleveland  aod  Pittsburg  7's,  1^....!  .J^.'.. 'io2 
Ohio  and  Pennsylvania  7's,  II 165  . . .  I09 

OhioCentril  7's,  1861 


118 
,107i 
96i 


98 


RAILROAD  STOCKS. 

[corrected  for  WEDN'ESDAr  OF  EACH  WEEK.] 

Albany  and  Srhenectady 
Boston  and  ^aine 
Boston  and  !.owell 
Boston  and  Worcester 
Boston  and  Providence 
Baltimore  a  id  Ohio 
Baltimore  a  ad  Susquehanha . . 
Cleveland  a  ad  Columbus 
Columbus  and  Xenia 

Camden  anc  Aniboy 

Delaware  apd  Hudson  (canal 
Eastern  ... 

Erie 

Fall  River. 
Fitchburgh 


Greorgia 


xaarket  hu  caused  quotations  to  faU  to  a  low|  Virginia  S's,  1886... 1V.V.\V.V.V.V/.V.V.V.V.  110 j 


Mar.  3. 
.1154 
.105 
.1054 
.  1034 
.  884 
.  874 
.  324 
.125 


..  67 

..115 

..12!^ 

,.  35 

.  65 

.1184 

.   38 

.  9it 

.104 

.107 

.125 

.1114 

.136 


GJeoi^ia  Ceijtral 
Harlem 

preferred, 

Hartfora  an  I  New  Haven 

Housatonic  (preferred) 

Hudson  Riv?r 

Little  Miami 

Long  Island 

Mad  River 

Madison  an(  Indianapolis 

Michigan  Central 

Michigan  S  )uthem 

New  York  a^d  New  Haven .. 

New  Jersey 

Nashua  and  jLowell 

New  Bedfon  and  Taunton 

Norwich  and  Worcester 

Ogdensburgl 

Pennsylvanii  i  , ,^ 

Philadelphia ,  Wilm'gton  &  Bait  38# 
Petersbnig .    

Richmond  ai  d  FredericksbuJ^ 
Richmond  ar  d  Petersburff 

Reading....! ^' 

Rochester  anl  Syracuse 
Stonington  .... 
South  Caroli  na 
Syracuse  ant  Utica 
Taunton  Bn  nch 
Utica  and  Sc  henectady 

Vermont  Cei  itral 

Vermont  and  Massachusetts 
Vii^inia  Cei|tral 
Western  ... 
Wilmington  land  Raleigh 
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.150 
.130 
,  964 
.  87 
.1044 
,1014 


Mar.  10. 
1154 
1054 
106 
1024 

894 

86 

34 
1274 

150 

119 

98 

881 

105 
102 


117 

514 

27 

50 


.105 
.  35 
.  91 
.129 
.  57 
.I22| 
.144 
.115 
.149 

.  m 

.  40 

100 

.  574 


64 
109 
129 

35 

62i 
1164 

3*4 
99 

105 
106  . 
123 
1094  . 
136 

117 

494  ' 

26 

504 

374 

—  % 
105 

35 

884 
129 

564 
122| 
144 
115 
149 

'74 
19 
40 
1014 
574 


Our  readeiB  wiU  find  an  adveniseaient  ol  ertjf 
variety  of  railroad  Lanterns  in  fcnolher  page 
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KaUwajr  Kxblblts. 

Having  completed  a  vast  extent  of  line  of  rail- 
roads, the  great  want  now  felt,  and  admitted  en  all 
hands,  is  better  information  respecting  their  cost, 
mode  of  construction,  expenses  of  running  ;  in 
fact,  whatever  can  help  to  forma  correct  idea  of 
(he  value  ot  this  kind  of  property.  Our  railroad 
companies  are  equally  interested  with  the  public^ 
in  having  their  condition  fully  understood.  The 
more  that  is  known  of  them,  the  better  price  will 
their  securities  command.  The  great  majority  of 
them  are  legitimate  enterprizes,  got  up  for  proper 
objects,  and  are  managed  with  fidelity  and  economy. 
They  have  nothing  to  lear  from  any  publicity  to 
which  their  acts  may  be  subjected,  as  ins<^stigation 
only  serves  to  give  them  increased  strength  both  at 
home  and  abroad. 

No  person  is  competent  to  invest  with  safety 
in  railroad  securities  without  being  thoroughly 
conversant  with  all  matters  relating  to  the  cost  of 
constructing  and  operating  a  road.  A  great  many 
projects  may  present  a  very  creditable  appearance 
on  paper,  the  securities  of  which  have  no  real 
merit  or  basis.  The  stock  may  be  subscribed  as 
represented,  but  the  greater  part  of  this  stock  maybe 
taken  by  parties,  who  by  being  in  some  way  con- 
nected with  the  construction  or  management  of  the 
road  expect  to  make  out  of  the  work  an  amount 
i|j  equal  to  their  stock;  in  other  words  their  stock  is 
a  bonus  for  services  rendered  or  promised.  Or  it 
may  be  that  an  old  grade,  or  a  charter  that  confers 
special  privileges,  is  bought  up  by  parties  and 
estimated  at  a  certain  sum^  for  which  an  equiva- 
lent amount  of  stock  is  issued,  which  cost  the 
owners  little  or  nothing,  and  which  in  fact  may  be 
comparatively  worthless  as  far  as  it  constitutes 
any  basis  for  loans.  Unless  therefore  a  party  is 
able  to  detect  the  paid  from  the  fictitiou*  stock,  he 
is  liable  to  be  grossly  imposed  upon.  So  too  with 
the  earnings  ol  a  road.  The  actual  cost  of  operat- 
ing a  it,  and  the  proportion  of  grof^  and  nrt  re- 
ceipts, should  be  thoroughly  understood,  otherwise 
la  person  is  likely  to  b<'  deceived  in  this  matter.  It 
may  turn  out,  when  the  fact  can  be  no  longer  con- 
cealed, that  a  portion  of  the  expenses  has  been 
charged  to  constmcti&n  account,  and  that  the  road 
jhas  been  actually  losing  money  at  the  same  time 
that  it  has  been  declaring  8  to  10  percent  dividend. 
Such  things  have  been  done,  and  an  uninformed 
and  unsuspecting  public  grossly  imposed  upon. 
We  might  go  on  to  multiply  illustrations  of  the 
danger  of  being  misled  bj  fallacious  appearances 
similar  to  these  adduced,  but  the  above  will  suffi- 
ciently answer  our  present  purpose. 

Capitalists,  and  all  who  wish  to  invest  in  rail- 
roads have  it  in  their  power  to  protect  themselves 
from  all  'danger  of  loss  from  the  causes  named. 
When  a  company  come  into  market  for  money, 
the  capitalist  should  insist  upon  having  a  voucher 
for  every  estimate.  For  example  :  the  graduation 
of  the  road  may  be  put  down  at  61,000,000.  There 
is  no  mode  of  disproving  the  correctness  of  this 
charge  unless  quantities  that  make  up  this  aggre- 
gate be  given.  Should  the  details  show^only  1,000,- 
OOO  yards  of  earth,  or  100,000  rock  work  to  be  done 
the  statement  would  in  its  face  carry  the  eWdence 
of  its  incorrectness.  When  such  details  are  given, 
every  person  of  ordinary  capacity  would  be  able  to 
detect  any  improper  excess  of  expenditure.  The 
results  oitccll  managed  concerns  would  supplyhim 
the  correct  data,  applicable  to  all  others;  and  with 
sach  evidence  constantly  before  him,  he  would 
soon  become  an  adept  in  correctly  estimating  the 
cost  of  work,  and  be  able  to  act  underataDdingly 


and  safely  as  far  as  construction  was  concerned 
So  too  with  the  running  of  a  road.  What  are 
claimed  to  be  its  net  receipts  may  be  impeached  in 
a  similar  manner,  and  the  dividends  declared  may 
be  shown  to  have  been  paid  out  of  capital  instead 
of  earnings.  Companies  often  estimate  their  net 
earnings  higher  than  they  really  are.  To  deter- 
mine what  they  have  been,  a  person  must  know 
what  it  costs  to  operate  a  road.  For  instance  the 
Erie  railroad  company  tell  us  that  it  cost  them  95J 
cents  the  past  year  to  move  one  ton  of  freight,  or 
one  passenger,  per  mile  over  their  road.  The  Mas- 
sachusetts companies  on  the  other  hand  assure  us, 
that  experience  has  shown  that  upon  the  leading 
roads  in  that  State  it  costs  1.445  cents  for  the  same 
service  lor  which  the  Erie  company  charges  9.3 
mills.  It  the  Massachusetts  companies  are  author- 
ity in  this  matter  (and  they  have  in  their  favor  the 
results  of  a  long  experience  upon  old  roads  thor- 
oughly constructed,  well  managed  and  enjoying  a 
lucrative  business,.)  then  the  Erie  railroad  earned 
only  S900,000  the  past  year  instead  of  Sl,800,000 
as  claimed.  We  do  not  make  use  of  the  above 
tacts  in  the  present  instance  for  the  purpose  of  dis- 
crediting the  statement  of  earnings  of  the  Erie 
railroad  only  to  show  that  they  differ  widely  from 
those  of  other  companies,  showing  that  there 
must  be  a  miscalculation  somewhere. 

Another  great  advantage  of  full  and  accurate 
statements  of  the  condition  ot  a  work,  in  every 
stage  of  its  progress,  as  well  as  when  in  operation, 
is  the  wholesome  check  that  suca  statements  exert 
upon  every  species  of  misconduct,  or  malfeasance. 
If  an  engineer  knows  that  for  a  series  of  years  he 
will  be  compelled  to  present  annual  statements  of 
the  condition  of  matters  under  his  charge,  he  will 
take  good  care  that  his  first  statement  be  a  correct 
one.  He  will  be  likely  to  commit  no  act  not  recon- 
cilable with  it.  A  proper  system  of  accountability 
is  thus  established.  When,  on  the  other  hand, 
years  are  allowed  to  elapse  without  any  report  or 
statement,  either  from  subordinates,  or  directors  ol 
railroads,  indifference,  inattention,  and  finally  ne- 
glect of  duty  will  be  sure  to  be  the  result.  Direct- 
ors may  be,  and  often  are,  unfit  for  the  positions 
they  occupy.  In  such  cases,  publicity  given  to 
their  acts,  will,  in  time,  constitute  a  certain  correc- 
tion of  their  mistakes.  Such  statements  call  forth 
the  criticism  of  the  public,  and  furnish  for  the  aid 
of  such  directors,  suggestions  and  ad?ice  from  the 
best  informed  upon  the  subjects  under  discussion 
We  think  we  are  not  without  evidences  right  about 
us,  of  the  necessity  of  a  better  system  of  accounta- 
bility than  has  heretofore  prevailed. 

The  necessity  of  suitable  reports  from  railroad 
companies  made  volunturUy,  is  increased,  from  the 
fact  that  no  returns  are  required  in  most  of  the 
States,  under  sanctions  provided  by  law.  We  must 
in  such  cases  have  voluntary  reports  or  none  at  all. 
Let  us  have  light ;  and  with  it  will  follow  faithful- 
ness, thrift,  and  economy ;  and  in  fine,  prosperity 
of  this  interest,  which  is  now  become  the  one  of 
paramount  importance  throughout  the  country. 


Toledoi    Komvallc  and  Cleveland  JKailroad. 

Great  Earnings. — We  learn  that  the  earnings  ol 
this  road  for  the  last  week  in  February  were — 

For  Passengers S<>,573 

For  Freight,  etc l,5ia 

S8,095 

The  earnings  for  the  week  ending  Feb.  18. .    6,804 

The  earnings  for  the  month  of  February  were 
$27,448.  The  road  was  only  opened  the  latter  part 
of  January.  For  a  road  costing  only  about  $1,- 
500,000,  the  above  receipts  are  very  large. 


Rallnvay  Aeoidemtst 

Below  we  give  a  portion  of  an  interesting  article 
upon  the  subject  of  Railuay  Accidents,  by  Captain 
Huish,  a  well  known  name  in  connection  with 
English  railways. 

A  firm,  substantial,  and  well  kept  road,  is  un- 
doubtedly the  basis  of  all  safety  in  railway  trav- 
elling, and  with  the  heavy  and  increasing  traffic 
now  passing  over  the  iron  highways  of  Great 
Britain,  it  requires  the  most  incessant  vigilance 
(especially  since  the  speed  of  the  trains  has  been 
increased,)  to  maintain'  the  way  in  the  condition, 
which  is  essential  lor  the  safety  of  the  passengers 
and  the  economy  of  the  rclling  stock.  As  the 
intervals  between  trains  become  less  frequent  as 
the  speed  of  travelling  is  accelerated,  and  as  the 
heavy  merchandise  traffic,  which  promises  to  form, 
ere  long,  the  most  important  feature  in  the  receipts 
of  many  lines,  increases,  the  repairs  become  great- 
er, and  at  the  same  time  more  difficult  to  carry  on. 
It  is  not  intended,  in  these  brief  remarks,  to  enter 
on  the  very  extensive  field  of  "  permanent  way," 
especially  as  it  is  a  subject  so  familiar  to  the  mem- 
bers of  the  society ;  but  the  experience  of  the  author 
leads  him  to  the  conclusion,  that  even  more  atten* 
tion  than  has  hitherto  been  given*  to  this  funda- 
mental question,  must  be  detoied  to  it  in  future,  or 
the  theories  which  have  been  constructed,  and  the 
practice  based  upon  it,  will  be  found  to  fail.  Im- 
provements are  continually  introduced  for  the  pur- 
pose of  obtaining  a  sound  continuous  road,  and 
there  is  no  doubt  that  the  recognised  evils  will 
eventually  point  out  their  own  remedy.  Fishing 
the  rails  is  now  a  popular,  and,  as  far  as  partial 
experience  can  determine,  an  efficient  mode  of 
strengthening  a  railway,  for  the  increasevl  traffic  it 
has  to  bear.  Other  measures,  having  the  same  ob- 
ject in  view,  are  in  course  of  experiment,  and  stone 
blocks  are  generally  being  rejected  in  favor  of 
wooden  sleepers.  Heavier  rails,  with  shorter 
bearings,  are  gradually  being  introduced  wherever 
relaying  has  become  necessary  ;  and  engineers  are 
fully  sensible,  that  a  road  constructed  to  support 
moderate  trains,  drawn  by  light  engines  at  low 
speeds,  is  utterly  inadequate  to  endure  the  crush- 
ing eifects  of  monster  locomotives  at  express 
speeds.  The  defects  of  lamination,  deflexion,  and 
splitting  of  the  rails,  are  rapidly  increasing;  while 
transverse  fractures  (a  species  of  failure  almost 
unknown  a  few  years  ago,)  are  now  of  frequent 
occurrence;  and  the  difficulty  cf  maintaining  the 
gauge  of  the  line,  under  the  present  weights,  not 
only  increases,  but  much  of  the  oscillating  motion, 
which  is  so  unpleasant  to  the  traveller,  and  so  de- 
structive to  the  stock  employed,  must  be  attributed 
to  the  same  cause.  Requiring — as  railways  do — 
superior  rails  to  bear  the  increased  strain  now 
thrown  upon  them,  it  is  painful  to  observe  that,  in- 
stead of  keepin?  pace  with  the  necessities  of  the 
case,  the  rail-makers  have  allowed  their  production 
to  deteriorate  very  greatly ;  indeed,  the  utmost 
caution  is  now  required  in  the  purchase  of  rails; 
with  every  security  aflforded  by  name  and  standing 
in  the  trade,  the  greatest  disappointments  are  con- 
stantly arising,  and  the  result  promises  to  be  very 
serious,  unless  instajat  measures  are  adopted  by  the 
principal  makers  to  retrieve  their  characters  in 
ihis  respect.  Many  of  the  rails  recently  supplied 
have  shown  symptoms  of  failure  at  an  unusually 
early  period,  and  are,  in  many  instances,  in  a  worse 
condition,  after  two  or  three  years'  wear,  than  old 
and  much  lighter  rails,  which  have  been  subjected 
to  precisely  the  same  duty  for  tiom  twelve  to  six- 
teen years. 

So  grave  has  the  aspect  of  this  matter  become, 
and  so  general  has  been  the  complaint,  that  one 
railway  company  has  come  to  the  determination  of 
rolling  its  own  rails,  and  has  given  instructions 
for  erecting  works  for  the  purpose. 

Under  all  the  disadvantages,  however,  to  which 
allusion  has  been  made,  it  is,  after  all,  remarkable 
how  very  few  accidents  have  arisen  from  a  defec- 
tive state  of  the  road  itself.  The  circumstance  of 
a  train  running  ofi  tne  line  is  very  rare,  and  when 
such  an  event  does  occur,  it  may  generally  be 
attributed  to  some  palpable  neglect  of  the  plate- 
layers, to  some  defect  in  the  machinery,  or  to 
some  obstructions  designedly  placed  on  the  line. 

The  latter  is,  unhappily,  a  very  fertile  source  of 
danger,  and  one  against  which,  where  a  morbi4 
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desire  to  inflict  injury  guides  the  miscreant  hand, 
it  is  very  difficult  indeed  to  guard.  It  is  little 
known  how  frequent,  how  ingenious,  and  how  va- 
ried these  attempts  have  become;  and  although, 
from  the  vigilance  exercised,  and  from  fortunate 
and  providential  causes,  the  real  damage  effected 
has  been  far  less  than  could  have  been  supposed,  it 
is  lamentable  to  think,  that  in  addition  to  the  ordi- 
nary risks  of  rapid  locomotion,  it  should  be  neces- 
sary to  guard  continually  against  so  diabolical  a 
mode  of  wreaking  a  petty  vengeance,  or  of  gratify- 
ing a  mischievous  disposition. 

Numerous  instances  might  be  given,  which 
would  excite  surpri!=e  from  the  cunning  design 
.  exhibited,  and  the  care  apparently  exercised  in 
selecting  a  spot  likely  to  be  fraught  with  the  great- 
est amount  ot  mischief;  but  the  detail  would 
occupy  too  much  space.  One  only,  and  that  the 
latest  attempt  of  this  kind,  may  be  mentioned  :---A 
lew  weeks  ago,  upon  a  branch  line  in  Lancashire, 
the  points  of  an  inaportant  siding  were  jammed 
open,  and,  in  order  to  prevent  the  signal-man  from 
averting  the  intended  accident,  the  wire  of  the 
auxiliary  signal  was  lashed  with  a  piece  of  string, 
and  was  thus  prevented  from  acting.  Happily, 
however,  by  a  fortuitous  circumstance,  the  villany 
was  discovered  f.  few  minutes  belore  the  passenger 
train  approached. 

It  has  been  customary,  when  such  attempts  have 
been  made,  to  offer  a  considerable  reward  for  the 
discovery  of  the  perpetrators.  It  is  questionable, 
however,  whether  setting  a  patient  watch,  and 
establishing  a  careful  inquiry  throughout  the 
neighborhood,  are  not  more  effectual  means  of 
tracing  the  culprit.  Considerable  success  has  cer- 
tainly attended  this  course,  while  there  is,  it  is 
believed,  no  instance  of  a  voluntaiy  statement  for 
the  purpose  of  securing  the  reward.  The  punish- 
ment for  this  class  of  offences  has  recently  been 
made  more  severe,  and  although  it  is  not  to  be  ex- 
pected that  they  should  altogether  cease,  it  is  hoped 
that  they  may  become  less  frequent. 

The  alternations  of  weather  in  a  climate  so 
variable  as  England,  have  a  material  influence  on 
the  permanent  way ;  and  on  any  great  and  sudden 
change,  either  to  heavy  rain,  aff^r  lengthened 
drought,  or  to  a  rapid  thaw,  after  continued  frost, 
increased  watchfulness  is  necessary  on  the  part  of 
the  upholders  of  the  road,  and  the  engine-drivers 
and  guards.  It  is  at  such  periods  that  the  weak 
points  in  a  road  snow  themselves;  a  sudden  relax- 
ation of  the  line  seems  at  once  to  take  place,  and, 
unless  counteracted  by  vigilant  atteation,  great 
danger  must  result. 

The  rapid  development  of  general  traffic  on  all 
the  main  arterial  lines  in  the  kingdom,  and  the 
transfer  to  them  of  much  of  the  heavy  trade  which 
was  formerly  carried  on  by  canals,  have  caused  a 
very  great  extension  of  siding  accommodation,  and 
this,  by  multiplying  the  poi'^ts  and  crossings  in  the 
main  line,  has  pro  lanto  increased  the  risk  attend- 
ing them.  Anything  which  breaks  the  continuity 
of  the  rails  is  necessarily  an  evil,  and  tends  in  a 
certain  degree  to  develop  danger;  and  as  these 
frequent  "turn-outs"  cannot  be  avoided  on  a  line 
of  heavy  traffic,  the  railway  manager  is  compellea 
to  rely  on  regulations  and  signals,  and  to  that  ex- 
tent is  obliged  to  incur  the  additfonal  hazard  which 
attends  the  employment  of  officials,  from  whose 
neglect,  or  want  of  discretion,  the  most  fatal  con- 
sequences may  at  any  moment  arise.  On  the 
London  and  Northwestern  railway,  the  increase  of 
siding,  during  the  last  few  years,  amounts  to  53 
miles.  In  laying  down  these  sidings^  one  very 
fertile  source  of  danger  has,  however,  been  consi- 
derably reduced.  "  Facing  points"  were  formerly 
common  and  numerous;  they  are  now  rarer,  and 
although  at  the  junctions  of  branches,  and  in  some 
peculiar  positions,  they  cannot  be  altogether  abo- 
lished, no  railway  manager  will  rest  contented 
while  one  of  these  points  is  allowed  unnecessarily 
to  remain  upon  his  line. 

In  connection  with  this  subject,  allusion  may  be 
made  to  self-acting  switches.  Useful  as  this  inven 
tion  has  proved,  it  has  been  attended  with  concom- 
itant evils  of  no  trifling  magnitude,  and  many 
accidents  have  occurred  from  a  reliance  upon  them 
They  require  constant  vigilance  to  secure; their 
being  kept  clean  and  well  oiled,  and  it  is  very 
difficult  to  insure  proper  attention  being  always 
paid  to  them.    It  may  indeed  be  remarked,  as  a 


general  rule,  that  so  far  from  machinery  being  a 
means  of  safety,  (when  used  for  superseding  per- 
sonal inspection  and  manipulation,)  it  is  usually  a 
source  of  increased  danger;  and  the  numerous 
clever  contrivances  and  complicated  arrangements, 
which  are  so  continually  submitted  to  the  exami- 
nation and  opinion  of  railway  men,  though  evi- 
dencing the  ingenuity  and  industry  of  the  projectors, 
are  generally  valueless  as  practical  means  of  ope- 
ration. The  greatest  simplicity  in  every  thing 
connected  with  the  road  and  the  signals  upon  it. 
will  provide  the  nearest  approach  to  security  ;  and 
in  proportion  as  such  simplicity  is  departed  from, 
it  is  probable  that  a  practical  good  will  be  sacri- 
ficed, in  endeavoring  to  attain  a  theoretic  excel- 
lence. In  concluding  this  branch  of  the  subject,  it 
may  be  repeated,  that  fewer  accidents  to  life  and 
property  arise  from  the  road  than  from  any  other 
cause;  and  were  casualties  confined  to  those 
attributable  to  "  the  way,"  the  annals  of  railway 
accidents  would  be  scanty  in  the  extreme. 

The  next  question  of  interest  is  the  "  locomotive" 
— that  extraordinary  invention,  which  has  already 
changed  and  ameliorated  the  whole  surface  of 
society,  and  which  is  destined  to  work  still  greater 
revolutions  in  the  social  fabric  of  the  world.  The 
increased  power  and  capacity,  the  more  perfect 
finish  of  the  various  working'  parts  of  the  engine, 
and  the  general  improvements  in  form  and  propor- 
tions which  have  been  gradually  introduced,  have 
rendered  far  less  Irequent  than  heretofore  those 
delays  and  irregularities,  which  are  always  attend- 
ed with  inconvenience,  if  not  with  danger.  Yet,  it 
would  be  too  much  to  expect  immunity  from  casu- 
alties to  so  elaborate  and  so  severely  tested  a  ma- 
chine; and  though  the  parts  have  been  greatly 
strengthened  in  every  respect,  the  improvement 
does  not  appear  to  more  than  meet  the  greater 
demands  on  its  powers,  in  consequence  of  the  in- 
creased loads  and  speeds  which  are  now  adopted. 

The  variety  of  mishaps  to  which  a  locomotive  is 
liable,  will  be  seen  from  the  following  table,  con- 
taining the  causes  of  one  thousand  failures  on  the 
London  and  Not th western  railway. 

This  return  spreads  over  a  lengthened  period, 
comprises  every  description  of  defect,  and  is  given 
for  the  purpose  of  proportion  only. 

Analysis  of  1000  cases  of  Engine  Failures  and  De- 
fects, occurring  on  the  London  and  Northwestern, 
and  subsidiary  railways. 

Stock  of  Engines,  587. 
157  Burst  and  leaky  tubes. 
92  Broken  springs. 
b9  Broken  valve-spindles. 
77  Broken  and  defective  pumps. 
48  Broken  feed-pipes. 
40  Broken  piston  rods  and  pistons. 
34  Broken  and  damaged  valves  and  valvular 

apparatus. 
34  Lost  and  broken  bolts  and  pins  (various). 
34  Fire  bars  burnt xjut. 
31  Lost  and  broken  cotters  (various) 
29  Plugs  and  joints  blown  out. 
25  Broken  and  lost  eccentric  straps. 
21  Broken  wheels  and  tyres. 
21  Broken  and  bent  coupling  and 

rods.  ; 

17  Broken  sponge  boxes. 
17  Broken  and  bent  eccentric  rods. 
17  Broken  crank  pipes.  ' 

15  Broken  and  shifted  eccentric  shafts. 
15  Broken  coupling  and  draw  bars.  | 

13  Broken  crank  and  other  axles.  ' 

13  Broken  eccentric  straps  and  bolts. 
13  Broken  and  damaged  steam  and  suction  pipes, 
13  Broken  and  defective  reversing  levers. 
1 1  Broken  connecting  rod  straps. 
11  Broken  middle  bearings. 

9  Broken  spring  bearings,  screws  and  buckles 

8  Broken  lifting  links. 

7  Broken  blow-off  and  other  cocks. 

6  Broken  quadrant  studs. 

6  Lost  and  loose  regulator  spindles. 

6  Broken  gibs. 

5  Broken  stay  in  fire-boxes. 

5  Detached  ash-pans. 

3  Smoke-box  and  chimney  end  on  fire. 

3  Broken  brackeu  of  weigh  bar  shafts'. 

3  Feed  pipes  stopped  up,  dropped  fire. 

3  Broken  spring  balances. 
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slide  blocks. 
.  crank  rods, 
drawn  in  (chimney  end), 

axle  boxes. 

slide  valves. 

right  hand  bearings. 

glands, 
ive  hose  pipes. 

piston  rings. 

brakes, 
uadrant  washers. 

goss  head  spindles. 
Hole  doors  defective. 

weigh  bar  shattsi 

brasses  of  driving  journals. 

studs  of  link  motiion. 

catches  of  fire  t^rs. 

glass  tubes. 
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tender  eye-bolu 
ve  whistle, 
burst. 


total. 


It  would  be  interesting  to  kpow  how  far  this  re- 
turn coincides  with  the  result^  on  other  railways, 
because,  w:re  somewhat  siojilar  ratios  evolved, 
the  knowlelge  of  the  proportibns  woula  direct  the 
special  attention  of  locomotivie  superintendents  to 
the  necessit ,'  of  guarding  nior^  particularly  aeainst 
casualties  of  most  frequent  occurrence.  It  will  be 
abserved,  that  burst  and  leaky  tubes  nearly  double 
any  other  class  of  failure,  and  that  these,  with  bro- 
ken spring!  and  broken  val\fes,  amouut  to  one- 
third  of  the  entire  number.  [Very  few  indeed,  of 
the  above  fi  ilures,  are  attended  with  direct  danger 
10  the  publ  c,  but,  as  produding  a  temporary  or 
permanent  inability  of  the  engine  to  carry  on  its 
train,  may  he  the  remote  caus^  of  collision. 

The  carriage  stock  of  railway  companies  is  gen- 
erally of  so  superior  a  kind,  bbth  as  to  design  and 
constructioii,>that  accidents  arising  from  their  fail- 
ure are  ver'  rare.  The  wheeis  and  axle-boxes  are 
the  most  severely  tesW  parts  0t  the  vehicle,  but  if 
originally  of  a  proper  constrnttion,  give  very  little 
trouble  in  tlieir  maintenance  ind  repair.  Experi- 
ence seems  ko  give  the  superiority  to  the  wooden 
<rheels,  of  ^hich  there  are  mtny  kinds  in  use.  A 
spring  somkimes  breaks,  and  a  tyre  occasionally 
fails,  in  which  case  the  wheejl  is  in  danger  et  fly- 
ing to  pieces,  but  the  instances  are  so  unfrequent, 
that  they  arc  not  sources  of  m^ch  anxiety  to  a  rail- 
way manager.  Defective  \forkmanship,  wfaeie 
either  the  cirriage,  or  the  principal  paits  of  it,  are 
supplied  byicontiact,  has  specially  to  be  guarded 
against ;  wnere  these  are  souqd  and  the  carriage  is 
daily  examined,  it  may  be  reliled  on  lor  a  very  long 
period.  Duning  the  last  four  ylears,  only  six  wheels 
have  faitedJ  in  the  very  large  |stock  of  the  London 
and  North]  Western  Compahy.  The  heating  of 
axles,  howerer,  is  a  source  of  jfrequent  annoyance 
and  alarm  to  passengers.  Sint:e  the  bearings  were 
increased  in  size,  and  more  cafe  has  been  exercised 
to  make  th*  cover  fit  close,  and  to  preserve  the 
grease  free  irom  dust,  when  not  in  use,  this  cause 
ot  trouble  hks  diminished,  and  the  recent  intrtxluc- 
tion  of  the  patent  axle-box,  ifhich,  under  prpper 
management,  wiil  run  many  hundreds  of  iiiles 
without  beiag  ted,  bids  fair  tolobviate  the  evil  to  a 
considerable  extent,  if  not  to  (prevent  it  altosetber ; 
still,  on  a  hot  summer's  d&j,  in  a  district  with 
sandy  ballast,  it  is,  and  will  always  be,  very  diffi- 
cult to  keep!  the  axles  of  a  fast  train  cool.  The 
couplings  of  carriages  are  seldom  broken,  even  by 
sudden  jerk^.  i 

There  is,  berhaps,  no  more  alarming  occurrence 
than  a  fire  in  a  passenger  traHn.  Still,  however, 
there  has  nm  been  an  instan<te  in  this  country  of 
any  loss  of  life  from  this  causb,  nor  have  the  cases 
been  numerbus  ;  but  there  ha^ve  been  several  nar- 
row esrapek,  and  the  accidehi  is  one  to  which  a 
train  may  be  at  any  instant  sut)ject  from  the  escape 
of  heated  cdke.  Spontaneous icombustiua  has  also 
in  more  than  one  instance  nearly  produced  a  seri- 
ous conflagnation.  This  has  aijisen  from  the  incau- 
tious iutrocluction  of  Inciter  patches,  or  similar 
combustible^,  among  the  luggage  of  the  passengers. 
The  occurrance  of  fire,  and  theifeeling  of  insecurity 
which  atuclies  to  the  passengtr,  from  a  feeling  of 
inability  to  4top  the  train,  ildefcired,  from  any  other 
cause,  is  continually  reproducing  a  multitude  cf 
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schemes  for  communicating  between  the  passeneer 
mnd  the  guard,  and  the  guard  and  the  driver.  These 
have    assumed   a  multiplicity    of  forms,   yet    the 
pri'dciple  is  generally  identical,  viz:  a  connexion 
by   wire,  or    rope,   between   the   engine    and   the 
guard's  van.    Simple  and  inexpensive'  as  this  con- 
trivance is,  it  fails   in   practice,   and  after  being 
adopted  more  than  once,  has  again  been  laid  aside. 
The  whole  of  the  trains  of  a  northern  company 
were  some  time   back  fitted  with  the  means,  by  a 
flexible  jointed  tube,  of  communicating  with  the 
driver,  but  it  has  not  been  considered  a  successful 
attempt  to  overcome  the  difficulty.   The  same  may 
be  said  of  the  numerous  con'rirances  for  arresting 
the  passage  of  a  train,  by  the  instantaneous  appli- 
cation of  a  number  of  powerful  brakes,  (some  of 
the   inventions  applying  the  brake  to  the  road  it- 
set(;)  of  the  proposals  to  work  signals  by  means  of 
the  engine  striking  certain  levers  as  it  passes;  and 
hundreds  of  similar  suggestions.     Among  the   in- 
ventions transmitted  to  the  author,  and  for   most  of 
which  compensation  was  claimed,  one  proposed  to 
arrange  a  set  of  signals,  which  were  to  be   succes- 
sively struck  down  by  the  chimney  of  the  engine; 
and  another,  in  order  to  stop  a  train  in  the  shortest 
space,  gravely  proposed  that  a   large   anchor  at- 
tached to  a  stout  cable,  should  be  thrown  out  of  the 
stern !      Perhaps  the  most  feasible  and  favorite 
plan  for  giving  confidence  to  passengers,  has  been 
to  continue   the  foot -boards  of  carriages,  so  as  to 
form  a  continuous  narrow  platform,  with  a  brass 
rod  attached  to  the  panel  of  the  carriages;  by  this 
means  a  passenger  might  escape  and  pass  safely 
along  to  the  guard's  van,  or  to  the  engine.     The 
plan  was  suggested  to  and  recommended  by  the 
Railway   Commissioners.      A   committee,   of  the 
most  experienced  railway  officers,  was  appointed 
by  the  clearing- house   to  consider  it;  they  have 
done  so,  and  tbeir  report,  founded  on  returns  and 
reasonings,   which  appear    unanswerable,  is  the 
unanimous  condemnation   of  the  measure.     We 
are  thus  apparently  as  far  off  as  ever  from  gratify- 
ing the  public  demand  for  instant  communication 
between  the  passenger  and  the  guard,  and  it  is  pos- 
sible that  no  better  plan  will  be  discovered,  than 
that  now  in  use  on  the  London  and  North  Western 
line.     It  is  as  follows: — The   guard's  van  at  the 
rear  of  the  train,  projects  more  than  a  foot  beyond 
the  carriage  on  either  side.    In  this  projection  a 
glass  window  is  fitted,  the  guard's  covered  seat  be- 
ing opposite  to  it.     He  is  thus  enabled  to  see  the 
entire  length  of  the  train,  and  can  scarcely  fail  to 
observe  a  hand,  or  a  handkerchief,  if  waved  from 
a  window.    This  contrivance  is  evidently  unavail- 
ing at  night,  unless  a  spare  light  were  by  some 
means  placed  at  the  disposal  of  the  passenger.    At 
present,  however,  it  only  to  some  extent  meets  an 
evil,  for  which  no  more  practical  and  complete 
cure    has   been    provided.     The  almost  universal 
practice  of  leaving  the  doors  at  one  side  unlocked, 
is  a  source  of  not  unfrequent  accident;  yet  so  dis- 
tasteful in  public    opinion  is  a  locked  door,  that 
only  one  company  has  ventured  to  adopt  it  as  a 
rule.    The  reckless    conduct  of    many   habitual 
travelers  may  yet  possibly  lorce  it  as  a  regulation 
on  others,  especially  if  juries  continue  to  inflict 
severe  punishment  on  companies,  even  when  the 
tault  is  primarily  with  the  passenger  himself. 

If,  however,  there  is  no  part  of  the  railway  ma- 
chinery from  which  so  little  danger  may  be  appre- 
hended as  the  passenger  carriage,  the  same  cannot 
be  claimed  on  the  part  of  the  merchandise  wagon. 
Whether  the  absence  of  direct  danger  to  human 
life,  or  an  injudicious  economy,  has  been  the  cause, 
the  fact  is,  that  in  no  portion  of  the  system  has  so 
little  improvement  been  exhibited,  and  in  which, 
at  the  present  moment,  there  is  so  great  a  necessity 
for  a  complete  modification.  In  this  respect  Eng- 
land is  far  behind  the  Continent.  The  axles  of 
wagon  stock  have,  in  many  instances,  been  of  the 
most  faulty  model  and  material.  Ttie  accidents  to 
the  trains,  from  the  fracture  of  these  parts,  have 
been  very  numerous,  while  the.  destruction  of  pro- 
perty has  been  sufficient  to  h«ve  paid  for  a  very  su- 
perior vehicle.  In  one  recent  instance,  several 
hundred  axles,  of  a  peculiar  form,  were  removed 
from  a  leading  railway,  after  a  short  experience  of 
their  working.  Axles  are  now  made  much  stronger 
than  formerly ;  3}  inches  used  to  be  the  ordinary 
diameter,  4  inches  is  now  considered  a  minimum, 
and  although  more  attention  has  been  bestowed  on 


the  form  and  taper  of  the   axle    itself,    still   very 
much  remains  to  be  done  in  this  matter.    The  fact 
of  the  crystallization  of  the  iron  by  the  repeated 
vibrations,  and  the    peculiar  causes  of  incipient 
fractures,  are  still  debatable  points  with  engineers 
and  wagon  builders.     It    is  desirable  that   by   a 
thorough  examination  of  the  subject,  these  dispu- 
ted questions  should  be  disposed  of     The  wrought 
iron  wheels  of  merchandise  wagons  do  not  on  the 
whole  give  much    trouble.      The   most  defective 
part  of  the  wagon  is,  however,  the  mode  of  coup- 
ling.   This  is  of  the  rudest  kind,  ani  it  is  a  matter 
of  surprise  that  a  vigorous  and  combined  effort  has 
not  been  made  by  the  railway  interest  to  improve 
it.     Very  few    merchandise    wagons  have  spring 
buffers,  and  even  those  that  have  them,  are  simply 
linked  together  by  a  loose  chain.    Every  one  must 
have  noticed  the  bumping  sound  produced  in  the 
starting    and    stopping  of  a   merchandise    train. 
Even  where  the  driver  is  very  careful,  the  succes- 
sion of  heavy  blows  in  a  long  train  is  sufficient  to 
injure  the  stock,  and  to  break  any  delicate  articles 
that  may  be  conveyed  in  the  trucks;  but  when  it 
becomes  necessary  to  arrest  a  train  suddenly,  the 
shocks  are   very  destructive    to    the  framework. 
This  evil,  great  as  it  is,  is  aggravated  by  the  cir- 
cumstance of  a  variety  of  wagons  being  run  in  the 
same  train;  a  light  and  short  wagon  is  probably 
found  between  two  long  and  heavy  ones,  and  the 
irregularity    of    loading,  according  to  the  staple 
trade  of  a  particular  district,  still  further  increases 
the  n'sk.    Prom  the  through  system  of  traffic,  the 
wagons  of  half  a  dozen  companies  may  frequently 
be  found  in  one  train,  and  as  these  are  not  built  to 
any  particular  height  or  breadth,  the  ends  do  not 
strike  evenly,  and  on  receiving  a  check,  a  tendency 
to    mount   ifefpecially  if  the  wagon  is  unevenly 
loaded,  whicn  must  always  be  the  case  with  some 
description  of  goods)  is  apparent.    Covered  vans, 
low  timber  trucks,  and  box-wagons,  are  all  run  to- 
gether, in  trains  of  from  30  to  60  vehicles,  and  at 
speeds  varying  from  15  miles  to  20  miles  an  hour. 
It  is,  in  fact,  a  wonder  that  a  traffic  so  conducted  is 
not  subject  to  continual  accident,  and  the  circum- 
stance of  the  comparative  freedom  from  casually 
is  rather  an  evidence  of  the  extreme  safety  of  tran- 
sit over  parallel  iron  bars,  than  any  defence  of  a 
system  which  is  no  credit  to  the  mechanical  skill 
of  the  country.     Until  every  wagon  is  coupled  up 
to  spring  buffers,  in  the  same  manner  as  a  passen- 
ger carriage,  and  until  either  by  general  concert, 
or  by  compulsory  regulation,  the  standard  central 
height,  and  central    breadth  between  the  buffers, 
are  matter  of  regulation,  the  risk  of  accident  and 
the  certainty  of  damage  must  continue.  The  author 
succeeded,  some  years  ago,  in  obtaining,  through 
the  medium  of  the  railway  board,  a  general  con- 
currence on  the  subject  of  the  buffers  of  passenger 
carriages,  but  no  measures  have  yet  been  effectual 
as  regards  merchandise  vehicles. 

Fires  in  merchandise  trains  are  of  frequent  oc- 
currence, and  from  the  susceptibility  of  the  tar- 
paulin covering  to  ignite,  and  the  presence  of 
straw  in  the  loading,  considerable  danger  must  al- 
ways exist.  This  fact  and  the  damage  which  fine 
goods  receive  from  wet,  have  caused  the  introduc- 
tion of  covered  wagons.  The  use  of  these  wagons 
IS  now  greatly  increasing,  and  for  all  goods  capa- 
ble of  being  closely  packed,  they  bid  fair  to  entirely 
supersede  the  open  truck  and  tarpaulin.  The  first 
cost  is  greater,  but  the  repairs  of  the  sheets,  in  three 
or  four  years,  will  fully  compensate  for  the  differ- 
ence. 


Jonrnal  of  Railroad  ttm-yr* 

THK    BROADWAY     RAILROAD     CASE. 

Some  of  the  principal  points  ably  urged  by  the 
legal  Nestor,  ex-chief  justice  Jones,  in  the  case  of 
oAn  MUhau  and  others  vs.  Jtuob  Sharp  and  others, 
were  substantially  the  following  : 

1.  It  is  absurd  to  regard  the  contemplated  Broad- 
way railroad  as  a  nuisance.  Broadway  is  fast 
becoming  a  place  chiefly  used  for  public  and  com- 
mercial purposes,  and  must  consequently  be  throng- 
ed with  carriages.  Will  Ihe  rail  cars  be  any  more 
annoyance  than  the  omnibuses,  by  which  it  is  at 
present  crowded*?  Will  the  former  occupy  a  tenth 
part  of  the  room  now  needed  for  the  latter.    And 


again,  a  nuisance  must  actually  exist,  before  the 
court  will  undertake  to  enjoin  against  it;  or  at  any 
rate,  there  must  be  such  imminent  expectancy  of 
its  existence,  as  will  justify  the  court  to  say  beyond 
all  question,  that  it  is  about  to  take  place.  A 
railroad  is  declared  by  the  Supreme  Court  not  to  be 
per  se  a  nuisance.  And  public  opinion  is  strongly 
in  their  favor. 

2.  The  resolution  of  the  common  council  in  favor 
of  the  defendants,  isa  mere  legislative  act,  and  not 
a  contract.  It  matters  not  that  it  contained  the 
names  of  the  individuals  for  whose  benefit  it  was 
made;  it  was  not  the  less  a  lavj  on  this  account. 
Every  act  of  the  legislature  creating  a  corporation, 
necessarily  names  the  corporators. 

3.  The  resolution  complained  of  was  not,  as  al- 
leged, fraudulent  on  the  part  of  the  corporation. 
The  mayor,  aldermen  and  assistant  aldermen  have, 
in  the  strongest  manner,  denied,  in  a  deposition 
which  is  before  the  court,  that  they  have  received 
or  expect  to  receive  any  compensation  or  gratuity 
of  any  kind,  for  the  acts  in  regard  to  the  resolu- 
tions. It  is  urged,  (hat  more  advantageous  offers 
were  made  for  the  construction  of  the  road  by 
others.  But  the  Common  Council  were  the  proper 
judges  in  regard  tothegooi  faith  with  which  those 
offers  were  made.  The  Common  Council,  after  full 
and  deliberate  investigation,  and  by  the  votes  of 
thirty  out  of  the  forty  members  of  which  it  con- 
sists, decided  to  reject  the  offers  made  by  the  com- 
petitors of  the  defendants.  Now,  is  it  competent 
for  this  court  to  say,  that  the  Common  Council,  in 
so  deciding,  were  actuated  by  impure  motives'? 
Judging  from  the  source  of  th^se  offers,  they  were 
a  mere  device  to  kill  the  whole  project. 

But  supposing  these  competing  offers  to  have 
been  made  in  good  faith,  yet  they  should  not  have 
been  allowed  to  supersede  the  first  application. 
The  permission  to  construct  the  road  was  not  the 
property  of  a  private  corporation,  and  could  not 
legally  be  given  away  or  sold  by  the  corporation. 
It  was  a  power  in  trust  to  be  used  for  the  public 
benefit. 

And,  moreover,  the  provision  made  by  the  de- 
fendants for  communications  with  the  main  trunk, 
by  means  of  running  omnibuses  through  the  lateral 
routes,  was  of  such  a  nature  as  might  well  have 
entitled  the  proposal  of  defendants  to  be  preferred 
to  the  others. 
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rfE  undersifrned,  from  their  lon^  eiiKaKements  with  the 
Manufacturers  of  G  L  Iron,  feclin;<  themselves  eminently 
qualifled  to  assist  R,iilway  C"m|>anies  in  America,  and  Gentle- 
men proceeding  to  England  for  the  |iiir|)Ose  of  purchasing  Rail- 
road or  other  Iron,  tender  their  i>er\-ice9  free  of  any  charge, 
and  invite  communicatiun!i  either  porsonul  or  by  letter 
Address  JOII.\  H.  AUSTIN  4.  CO, 

2  Ingram  Court,  Feuchurch  Street, 
March  9,  !«!.';.•?.  T.OxnoV. 


BAKS,  RODS,  BAND  IRON,  etc  ,  fr)r  sale  by 
GEOBGB  ftABDNER  k  CO., 


March  0, 1853. 


Boston,  Ma 


Locomotive  Engines. 

DANFORTH,  COOK  &  CO., 

HAVING  erected  an  extensive  .Shop,  with  Oie  most  ap- 
proved Machinery  and  Toole,  are  prepared  to  execute 
orders  for  the  varioun  classes  of  Froicht  ami  Pasnenger  Loco- 
motive Eiiginps  and  Tenders,  in  thi;  best  manner  and  on  the 
most  favorable  terms. 

Also,  St;itionary  Enjfines,  and  tlie  various  Tools  suitable  for 
furnishing  Repair  Shops. 

The  business  of  Machine  making,  heretofore  carri#><1  on  by 
Charles  DaiJ'ortli  t  Co.,  is  continufil  ly  tlic  present  tam,  and 
all  orders  will  receive  prompt  uitentjon.  ]j^ 
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Upper  Canada^Minlng  Co. 

INCORPORATED    BY    ACT    OF    PARLIAMENT. 

NOTICE 

IS  HEREBY  GIVEN,  THAT  A  further  Instal- 
ment ol  One  Shilling  anu  Threepence  per  Share 
on  the  Stock  of  the  Upper  Canada  Mining  Com- 
pany has  been  called  in,  payable  on  the  Second  day 
ot  May  next  ensuing,  at  the  Office  of  the  Commer- 
cial Bank,  M.  D.,  at  Hamilton. 

Notice  is  also  given,  that  all  Stock  in  default  at 
the  expiration  ol  Thirty  Days  Irom  the  said  Second 
day  ol  May,  shall  be  forfeited. 

J.  L.  WILLSON, 

Secretary. 
Hamilton,  4th  March,  1853.  2ill 


Notice  to  Contractors. 

"f^EW  ORLEANS,  Jackson  and  Great  Northern 
J.^  Railroad. — Sealed  proposals  will  be  received 
at  the  office  of  the  company,  No.  45  Carondelet 
street.  New  Orleans,  until  the  eighth  of  April  next, 
for  the  Grading,  Masonry  and  Bridging,  ot  the  re- 
maining part  of  the  first  division  of  the  New 
Orleans,  Jackson,  and  Great  Northern  Railroad, 
extending  from  the  line  of  the  state  of  Louisiana  to 


To  Railroad  Contractors. 
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of  the 
Missouri,  u^ 
grading,  ma 


THTS  superior  :irticlp,  ninnul'actiircd  of  the  best  material. 
Tor  iiriiting  the  charge  when  blasting,  is  kept  for  sale  in 
any  quantity  l>y 

BiSIDGF.^  Sc  BROTHER, 

<i4  coi;rti.a]vi>  street, 

NEW    YORKi 


To  Contractors. 

PROPOSALS  WILL  be  received  to  the  23d  of 
April  inclusiive,  at  the  Engineer  offices  of  the 
Northwestern  Virginia  Railroad  in  Parkersburg, 
West  Union  and  Clarksburg,  for  the  GRADUA- 
TION and  MASONRY  of  about  60  sections,  av- 
eraging 1  mile  each,  of  the  road.  The  work  will 
be  mostly  of  the  lighter  kind,  but  embracing  many 
sections  of  good  size  and  some  bridge  masonry  and 
tunnelling.  There  are  lOSseetions  upon  the  road, 
of  which  upwards  of  40  are  under  contract.  The 
route  to  and  along  the  line  is  easy — the  Baltimore 
and  Ohio  Railroad,  the  Ohio  River,  and  the  North- 
western Turnpike,  rendering  it  very  accessible  at 
all  points. 

Specifications  will  be  distributed  from  the  offices 
named,  and  also  Irom  Fetterman  on  the  Baltimore 
and  Ohio  Railroad,  near  the  east  end  ot  the  line,  on 
and  alter  the  11th  of  April.  Bidders  must  be  well 
recommended,  and  will  state  what  other  work  they 
may  have  in  hand. 

By  order  of  the  President  and  Directors. 

BENJ.  H.  LATROBE, 
Chiel  Engineer. 

Baltimore,  March  9th,  1853. 

Iron,  Steel  and  Hardware. 

H.  &  C.  220P2IITS, 
93  &  95  Barclay  St., 


the   city  of  Jackson,   Mississippi,  a  distance   of  ™',„*^fi"^ 
about  95  miles.  *""  "  *"'  "'' 

The  route,  generally,  is  through  a  high,  healthy 
pine  country,  which,  with  the  character  of  the 
work,  renders  it  worthy  the  attention  of  northern 
contractors. 

Satisfactory  evidence  ot  ability  will  be  required 
with  proposals. 

Plans  and  profiles  will  be  ready  for  examination 
at  the  Engineer's  office  in  New  Orleans,  and  infor- 
mation regarding  the  line  given  by  the  Assistant 
Engineers,  at  Jackson  and  Gallatin,  alter  the  28ih 
of  March. 

JAMES  CLARKE,  Chief  Engineer. 
'■  New  Orleans,  Feb.  28,  1853. 


IMPORTERS  OF  ENGLISH  and  REFINED  IRON  of  the 
BEST  BRANDS,  suiuble  for  LOCOMOTIVE  and  OAK 
BLILDERS'  use. 

AI«o,  Cast,  Spring  am\  Oertnan  Steel,  of  all  sizes— together 
with  a  full  assortment  of  Hardware— Contractors  and  Black- 
a-niths'  Tools,  Chains,  etc.,  which  we  offer  at  the  Io<v«st  rates. 
•March  9,  1853. 

Notice  to  Contractors. 

Mississippi  and  Atlantic  Railroad,  from  Terre 
Haute  to  St.  Louis  Letting.— Sealed  propo- 
sals, will  be  received  at  the  office  of  the  Company 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  I5th  day  of  May,  1853,  at 
sundown,  for  the  grading  and  masonry  from  Terre 
Haute,  Indiana,  to  Pocahontas,  Illinois,  (124  milts'* 
and  for  the  bridge  across  the  Wabash  River.  ^ 

Propositions  will  also  be  received  until  and  on  the 
15th  day  of  June,  1853,  at  sundown,  ateither  of  the 
above  named  offices,  for  the  grading  and  masonry 
from  Pocahontas  to  Caseyviile,  (30  miles.) 

Proposals  will  be  preferred /or  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  be  re- 
ceived and  considered  lorsections  often,  fifteen  and 
twenty  miles. 

-The  Company  reserves  the  right  to  accept  ol 
■uch  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 
proper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  for  two  weeks  previous  to  the 
letting...  .  ;  John  Brocgh,  Presiaent. 

_'  S.  DwioHT  Eaton,  Engineer. 

Terre  Haute,  Ind,,  March  1, 1853. 


S€HEI¥CK'S  1 

HiaumiBf  fliPOT, 

LEATHER  BANDING  MANUFACTORY. 
No,  63  Coiirtland  »t,,  ]¥.  Y. 

KEEPS  congtantly  for  sale  Tools  suitable  for  Railroad  R©. 
pair  Shops ;  and  having  connection  with  pome  of  the 
largest  establij'hment.s  at  the  East,  is  prepared  to  furnish  Tools 
of  any  description.  AI.«o.  the  principal  manufacturer  of  the 
justly  celebrated  Woo<iworth'8  Patent  Planinjf  Machines,  in  ' 
forty  different  varieties.  Slide  and  Hand  Lathes,  Iron  Planinjr  '■ 
Machines,  Sash  and  Teniioning  Machines,  Mortising  Machines, 
Upright  Drills,  Chucks,  Steam  Engines  and  Boilers-,  Pumps  of  ; 
various  kinds,  etc.,  etc.  I 

Also,  Oak-Tanned  Leather  Belting,  | 

Patent  Stretthcd,  with  the  best  machinery,  and  cementod  and 
copiH-r  rivett-d.    Warranted  superior  to  any  made.    Orders  re-  ] 
spcctl'tilly  solicited. 
March  9,  1863.  SAMIIEL  B.  SCHENCK. 


PACIFIC  RAILROAD. 

roposals  will  be  received  at  the  office 

acihc  Railroad  Qompany,  St.  Louis, 

til  the  first  day  of  Apiil  next,  lor  the 

sonry,  bridging  and   ties  lor  twenty 

til  the  first  day  of  May,  for  about  seF- 

enty  miles  ahaitional,  terminating  at  Jeffeison  city. 

This  divisicQ  is  mostly  in  the  Missouri  valley,  and 

with  the  laciiity  affordeii  for  tvausportation  on  the 

river,  and  ih:  ability  on  the  side  hill  cuts  of  using 

a  large  force   advantageously  during  the  best  part 

of  the  working  season,  it  mayjbe  worked  promptly 

and  economically.     There  will  be  several  large 

bridges  on  tliis  division.  The  ^ork  will  be  divioed 

into  section!  I   of  about  five 

may  take  mure  than  one  secti 

either  for  caiih  payments  in  ful 

stock  of  the  ;ompany.    Plans 

ready  lor  irspeciion  fifteen  d; 

given  above,  and  at  any  time 

lurnished  by   the  Engineer. 

quired  for  ih  ;  faithtul  and  prompt  performance  of 
the  work.— The  Company  reserve  to  themst-lves 
the  right  to  reject  such  offers  as  it  may  not  seem 
to  their  inter  ;st  to  accept. 

Other  portions  of  the  road,  or  of  the  South  West 
Branch  may  be  put  under  conttact  during  the  sea- 
son. tHOMAS  ALLEN,  President. 

HOS.  S.  O'SULU  VAN,  Engineer. 


iles,  but  contractors 
n.  OflTerj.  received 
or  a  portion  on  the 
nd  profiles  wiii  be 
}'s  before  the  dates 
ntormation  will  be 
ecurity  will  be  re- 


Railroad  Iron. 

THE  undersigned  Agent  for  the  manufactureis,  is 
prspared  to  contract  for  T  Rails,  of  the  usual 
pattern  and  weights,  to  be  delivered  on  board  ship  in 
Wales,-  or  at  this  port. 
For  terms,  apply  to  JOHN  H.  HICKS, 

90  Beaver  It. 
March  2d,  1853, 


To  Contractors. 

NIAGARA  FALLS  HYDRAULIC  CANAL. 

SEALED  Proposals  will  be  received  at  the  Office 
of  the  Niagara  Falls  Hydraulic  Company  at 
Niagara  Falls  until  Wednesday  the  Sixth  day  of 
April  next  inclusive,  for  the  Excavation,  Masonry, 
Bridging,  Gates,  Waste-Weir,  Bulkheads,  Dock- 
ing, Slc. 

Plans,  Profiles  and  Specifications  may  be  seen 
at  the  Company's  Office,  at  Niagara  Falls ;  also  at 
the  Office  of  the  Hon.  C.  S.  Woodhull,  No.  59 
Fulton  street,  New  York,  and  Walter  Bryant,  No. 
22  Congress  street,  Boston,  Mass. 

The  Company  will  have  a  steam  drilling  machine 
on  the  work  alter  the  fitteenth  of  March,  to  which 
they  wish  to  call  the  attention  of  Contractors. 

The  Company  reserve  the  right  to  accept  or  re- 
ject any  or  all  of  the  Proposals  as  they  may  con- 
sider for  the  interest  of  the  Company.  f 
E.  R.  BLACKWELL,  Chief  Engineer, 

m5  3t  Buffalo,  N.  Y 


^EALfc^U  i':upu»-Aii>  wiil  Lh;  rtccivcu  at  ilie  office 
O  of  the  Mkysville  and  Big  Sandy  Railroad  Com- 
ipany,  in  the  city  of  Maysirill;,  Kentucky,  until 
Saturday,  Amil  2nd,  1»43,  at  sundown,  foi  Gradu- 
ation  and  Masonry  of  Fifty-oni;  miles  ol  the  road, 
between  Mayfeville  and  Springvi  lie,  (opposite  Ports- 
mouth, OhioJ)  Plans,  Proflleslanu  bpecificatiuos 
will  be  read/  lor  inspection  lor  two  weeks  before 
the  day  of  letiing.  1 

The  line  from  Springville  tol  the  mouth  of  Big 

Sandy  river  will  be  put  under  ^ontract  as  soon  as 

this  company  receive  reliable  jassurance  ol  being 

met  at  that  Mint  by  the  Virginija  Central  Railroad. 

By  order  of  the  Board  cf  Directors, 

THOMAS  B.  STEVENSON,  President. 

CHAS.   B.   CHILDE,    f/uef  Eagituer. 

James  A.  Lee,  Secretary. 

January  20^  I853. 


J 


Brass  Tubes  for  LiOComotiTe  & 
Marine  Boilers. 

THE  undersignf  d,  having  been  appointed  agentfor 
the  highly  respectable  manufacturers,  Messrs. 
Allen,  Everett  &,  Son,  of  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  Ihcse 
Tubes  are  found  to  answer  well,  and  bre  now  in  most 
eeneral  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out.  realize  about  half  the  amoimt 
lor  old  metal.  Per  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
March  2d,  1863.  90  Beaver  M. 


Fuito4  Car  Manufactory, 

CUNCINNATI,  OHIO. 

GEORGE  tECK  would  respfcotiully  call  the  at- 
tention ot  Railroad  Compaoies  in  the  West  and 
South  to  his  establishment  at  Cincinnati.  His  facil- 
ities for  manufacturing  are  extensive,  and  the  me^^s 
of  transportation  to  dinereni  points  speedy  and  econ- 
omical. He  i(  prepared  to  execute  to  order,  on  short 
notice.  Eight- wheeled  Passenger  Cars  of  the  most  su- 
perior description.  Open  and  Colveied  Freignt  Cars, 
Four  or  Eightjwheel  Crank  and  iLever  Hand  Cars, 
i  rucks,  Wheels  and  Axles,  and  Raib-oai  Work  gen- 
erally. 1 
Cincinnati,  ptiio,  February  9,  1|853. 

Safety  k'use. 

THIS  8uperi()r  article  for  ignitin£  the  charge  in  wet 
or  dry  blasting,  made  with  DUPONT'S  best  pow- 
der, is  kept  for  Me  at  the  office  and  depot  ot 

re:y|noi,ds  &  brother, 

X^So^  Manufacturers,^^ 
\  No.  85  Liberty  St. 
NEW  YORK. 
And  in  the  prinjcipal  cities  and  towns  in  the  U.  States 
JS-  The  Pretnium    of  the  AMERICAN  LNSTI- 
TUTE  WPS  awarded  to  the  Etna  Sqfctv  /-hue  at  th« 
(ate  Fair  heldi  il  this  city.  i  F 

•V!ovflTK*»    -.    |t«4i<.  '  |y 


nati,  Ohio, 

TethaT 


1p3j 


ase  &  Muri>hy, 
FULTON    IRON    WORKS, 

FOOT  of  Chfcrry  St.,  E.  R.    Office,  27  Corleara 
comer  of! Cherry  st.    Manufacturers  of  Land 
and  Marine  Engine*. 
H.  B.— fingi:  loi  and  Boilara  retaired.         6t( 


■i 


^■I' 


IT-;'  *-.r  -v^  r^jt'*i ,- » T"  ^  T  ^  '-w  ■"  I  f 77''''"  "^"J.  ','••¥■  i^^fwi^j  w-"- '  .rJi**^  ^  '^,  c^^»-'T(r,T'7;>   "^ '    . »     .."'^    ...  -V.   ■1/        "^^  T-v-^y-t  "^j 


,  ^'  VH.' ..  ■*^v'^ 


174 


AMERICAN    RAILROAD    JOURNAL. 


RAILROAD   CONTRACTS. 


THE  MOBILE  AiND  OHIO   RAILROAD  CO. 

BEBEBY  OFFER  FOR  CONTRACT  THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OP  67  miles  more  ot  their  road  id  North  Missis- 
sippi, extending  from  the  North  Hne  of  Chick- 
asaw County,  to  the  Tennessee  Slate  Line,  and 
passing  through  Itawamba  and  Tishamingo  Coun- 
ties. 

A^,  1I8|  miles  more  of  said  road  in  the^western 
District  ot  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nessee on  and  after  the  1st  of  March,  aiid  in  Missis- 
sippi on  and  after  25th  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  received  under  seal,  and  contracts 
made  at  the  following  times  and  places,  to  wit: 

March  10th  to  19ih  inclusive,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  20ih  to  30tb,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  ^d  McNai- 
ry  counties. 
April  5th  to  5th,  inclusive,  at  Carrol  villa,  Tisha- 
mingo county,  Miss.,  for  line  through  Ita- 
wamba and  Tishamingo  counties. 

Profiles  can  be  seen,  and  other  information  ob- 
tained, as  follows: — Alter  1st  of  March.; 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  of  Mr.  Stevens,  Engineer. 
And  after  25ih  March, 

At  Carrolville,  of  the  Resident  Engineer. 

Some  poriions  of  the  185}  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  Irom  side,. burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  countiy,  low  price  of  pro- 
visions and  animals,  and  a  very  tei&perate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 

New  York.  January  28,  1853. 

PATENT 
Locomotire    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  irom  their  places,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &,  Lowell, 
Fall  Kiver,  Vt.  Vallev,  Vt.  and  Mass ,  Old  Colony, 
'Sew  York  and  New  Havun,  Providence,  Hartford 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie, 
Boston  ai.d  Worcester,  Connecticut  Fiver.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  iUver  Railroads,  who  have 
th«  Machines  iu  use.  For  sale  by 

BRIDGES  ft,  BROTHER,  Agta., 

64  Coanland  St.  ^ew  York. . 
January  20, 1853. 

^"  IRON.  [ 

Pierson  &>  Co., 

24  BROADWAY,  NEW  YORK, 

KEEP  on  hand  a  large  nnd  general  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BULT,  SHEET  and  SHAFTLNU  I RuN, especially 
manufactured  for  LOCOMOTI VE  and  CAR  BUILD 
KRS,  and  RAILROAD  MACHINE  SHOPS  ;  also, 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks,  Axles,  Tires  and  Tire  Bars,  of 
the  B.  O.  LOWMOOR,  and  other  approved  maltea, 
imported  to  order  on  the  most  favorable  temu. 

FtobiMiy  1^  1863. 


The  American  Railroad  Chair 
Manufacturing  Co. 

IN  POUGHKEEPSIE,  N.  Y., 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Whought  Iron  Chaib,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ol  the 
chair  being  set,  by  means  of  a  sledge  or  hammer, 
close  and  firmly  to  the  flange  of  the  rail. 

The  less  thickness  of  me  ttu  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  Iron  Chairs. 

Our  Chair«  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  ail 
are  imiform  and  alike. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buflalo  and  Rochester,       Tioga,  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,     Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 

January  1,  1863. 


To  Contractors. 


HENDERSON  AND  NASHVILLE  R.  R. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  and  Nashville  Railroad  Company, 
at  Henderson,  Ky.,  will  be  received  and  are  invit- 
ed until  the  1st  day  of  April,  1853,  for  the  construc- 
tion of  that  part  of  said  road  i  unning  from  the  town 
ot  Henderson,  by  the  way  ol  Madisonville  and 
Uopkinsville,  to  Trenton,  Todd  county,  Ky.,  in  all 
about  eighty-three  miles.  The  bids  may  be  made 
out  on  either  or  any  of  the  following  basis — 

1.  For  the  grubbing  and  grading,  including  the 
ditching,  draining,  cuts,  fills,  culverts,  bridges 
and  turnouts  complete,  ready  for  the  wooden 
superstructure,  of  any  one  or  mare  sections  of  tAe 
Road. 

2.  The  same  with  the  addition  of  the  wooden  su- 
perstructure ready  for  the  iron  rails. 

3.  The  same  with  the  iron  rails,  chairs,  etc.,  ready 
for  the  rolling  stock,  including  broken  stone  or 
gravel  ballasting. 

4.  The  same  with  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Car-houses,  ofiices,  etc.,  com- 
plete for  use,  or 

5.  Bids  will  be  received  as  above  for  the  construc- 
tion of  the  entire  Road,  on  the  following  basis — 
viz: 

1.  For  the  grubbing  and  grading,  including  ditch- 
ing, draining,  cuts,  fills,  culverts,  bridges  and 
turnouts  complete,  ready  for  the  wooden  tuper- 
atructure. 


2.  Ttie  same  with  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chairs  and  broken 
stone  or  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  lull  equipments  of  rolling 
stocks,  depots,  wood  and  water  stations.  Engine 
and  Car  houses  and  shops,  offices,  etc.,  complete, 
and  the  whole  road  aud  its  equipments  perfect 
and  ready  tor  use. 

Complete  drafts,  maps  and  profiles  of  the  Road 
from  Henderson,  via :  Madisonville  and  Hopkins- 
ville  to  Trenton,  together  with  plans,  estimates  and 
specifications  of  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  part  of  it  at 
the  Henderson  and  Nashville  Railroad  Office,  in 
Henderson,  Ky.,on  and  after  the  1st  day  of  March, 
1853.  Bidders  will  please  give  their  Post  Olface  ad- 
dress in  their  proposals. 

In  consequence  of  the  inclemency  of  the  season, 
the  high  water,  andoiner  circumstances,  making  it 
in  the  opinion  of  the  Board  of  Directors,  impos- 
sible for  our  skillful  and  energetic  Chief  Engineer, 
Wm.  Bewley,  Esq.,  to  execute  fully  the  locating 
surveys  of  our  Railroad  iu  time  for  us  to  exhibit 
the  maps,  profiles,  plans,  estimates,  etc.,  on  the  1st 
day  of  March,  1853,  as  stated  in  our  original  ad- 
vertisement, we  have  determined  to  make  a  change 
in  our  advertisement,  lest  Contractors  should 
be  decived,  and  we  now  say  that  the  maps,  profiles, 
plans,  estimates,  etc.,  of  our  Railroad,  will  be  ready 
for  exhibition  to  Contractors  at  any  time  between 
the  lOih  day  of  April  and  the  lOih  day  of  May,  1853, 
within  which  time  bids  will  be  received,  and  that 
our  original  advertisement  is  thus  far  changed. 

Any  lurther  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  time  be  cheer- 
fully given. 

By  order  of  the  Board  of  Directors  of  the  H.  &>  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
Henderson  and  Nashville  R.  R.  Co. 

Will£inson^8 
EXP  L.OS1  VE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

64  COURTLAND  ST.,  N.  Y. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  to  those  u«ed  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them 
at  any  speed,  will  cause  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  same  cause,  there 
will  be  a  bright  Hash,  whiih  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

TAw  VDiU  be  found  to  be  one  more  preventive  of  col- 
liaion.  It  is  often  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  be  warned  of  its  danger  by  a  flag 
or  lantern,  and  in  such  instances  they  are  invaluable. 

I'hey  are  imperv'ous  to  water,  and  will  keep  their 
explosive  property  any  number  of  years  They  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them. 

January  20,  1853. 


Gerard  Ralston,   . 

21  TOKEN  HOUSE  YARD,  LONDON, 

OFFBR8    HIS   SKBVICKS    TOR   THI 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Chairs,  or 

any  kind  of  Machinery. 

REFERENCES  : 
Messrs  Palmer,  McKillop,  Dent  &,  Co.,  London. 

"        Greorge  Peabv^dv  dL  Co,  London. 

*'       Curtis,  Bouve  A  Co,  Boston. 
Richard  Irvin,  Esq.,  New  York.  •        ' 

Robert  Ralston,  Esq  ,  Philadelphia. 
C.  C.  Jamieson.  Esq.,  Bahimore.  38 


Dudley  B.  Fuller  &  Co., 

IRON   COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
NfiW  YORK, 
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A.  N.  GRAY,  Cleveland,  O., 

t RECEIVER  AND  FOKWARDER  of  Railroaa 
t  Iron,  Chairs  and  Spikes        „,.    .      ,„     .. 
Also,  Cars,  Locomotives,  and  all  kinds  of  Maclu- 
nery  for  Railroad  purposes,                              _ 
Office  next  door  to  the  Custom  House,  Main  at 
January  12,  1853.  


R.  Groves  &  Sons, 

SHEFFIELD,  ENGLAND, 
MANUFACTURERS  OF 

WARRANTED  Cast  Steel  of  superior  quality  for 
Tools,  Machinery  and  Engineering  purposes. 
Single  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description ;  also.  Cast  Steei 
Files  of  high  reputation,  speciaily  adapted  for  the  use 
of  Machinists,  and  Saws  and  Edge  Tools  of  all  kinds, 

USB     -^— - 

-     CHAS.  COiNGREVE,  Agent, 
68  Maidenlane,  JNew  York, 
Stocks  of  the  above  goods  constantly  on  hand, 
January  12,  1853. 


Corporate  mark 


LOW  MOOR  IRON. 

WM,  BAILEY  LAIS G,  9  Liberty  Square,  Boston, 
and  24  Broadway,  J\'ew  York,  Sole  Agent  in 
the  United  States  and  Canadas  for  tne  Lowmoor 
Iron  Co.,  is  prepared  to  receive  orders  for  thisjusily 
celebrated  Iron,  and  offers  for  sale  an  assortment  ot 
the  Round  sizes  which  ae  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
without  a  rival. 


Railroad  Iron. 

OnnCi  TONS  Railroad  Ir.n,  weighing  about  59 
/m/\J\J\J  lbs.  per  yard,  "  Erie "  pattern  oi  G  L  and 
"  CrawBhay"  manula'.iure,  now  on  the  way  Irom  the 
shipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P,  CHOUTEAU,  Jr.,  SAKFORD  &  CO., 

Mo.  51  New  street. 
December  4,  1^52, 


Uowlingr  Tire  Bars. 

40  Best  Flange  Bars  5|x2  Inches,  1  i  teet  long, 
40  "  6|x2    "  7  feet  8  in.  long. 

40    •«     Flat        "     6x2      "         11  feet  long, 
40  •'  6x2      "  7  feet  8  in.  long. 

Now  in  store  and  for  sale  by 

aAVMOJND  &  FULLERTOi^, 

46  cud  BUeoU 


1.  Dennis,  Jr., 

WASHliNGTUN,  D.  C, 

ATTORNEY  lor  inventors,  and  Agent  for  Procur- 
ing I'atenis — Practical  Machiniai,  Manufacturer 
and  Draughtsradn,  of  2U  years'  experience.  Circulars 
containing  imporunt  intormaiion,  with  a  map  ol 
Wastiingiun,  sent  to  those  who  forward  cheir  address, 
and  enciuse  a  stamp.  31tf 


Deviants  Patent 
Oil  Manut'actuiing^  Co., 

12  BRUAUWAV,  NEW    i  ORK. 

THIS  Oil  lb  L-xienaivtiy  used  on  Railroads  and 
tsteainships,  ana  other  Machmeiy,  and  is 
Worthy  lUe  ailcmion  ol  eveiy  individual  or  compa- 
ny lOdt  uses  Uil  lor  LubriCdiiug  purposes,  li  is 
cheaper  than  the  best  Sperm,  because  it  answers  tne 
same  purpose  and  is  more  uuiable,  iheieby  making 
a  saviug  ol  Irom  40  to  50  per  cent.  The  best  oi 
testimonials  establish  that  fact,  but  cannot  be  given 
in  this  nonce.  All  tnai  is  required  is  to  test  tbe 
mailer,  and  if  it  will  not  answer  as  recommended 
it  will  be  taken  back  and  money  returned.  ' 

New  York,  Feb.  9,  lbo3.  2w 

Buffalo  Car  Works. 

TOWNSEND  &  COIT,  PROPRIETORS 

WE  are  now  erecting  an  extensive  Esubliehment 
'for  the  manutaciure  of  Railroad  Cars,  which 
will  be  furnished  wiin  ail  the  conveniences  Rnown  to 
the  business,  and  ready  lor  operation  by  the  Ist  day 
of  June  next,  at  which  time  we  wiU  be  ready  to  exe- 
cute orders  lor  Baggage,  Box,  Platform  and  Cattle 
Cars,  of  the  most  approved  style  and  finish.  Mean- 
time we  are  prepared  to  make  contracts  lor  work  to 
be  furnished  during  the  summer  and  Ml 


OlMEON  DRAPER,  No.  46  Fine-st.,  oflers  for 
O  sale,  a  variety  of  RAILROAD  BONDS  and 
STOCKS;  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are — 

1st  Mortgage  Convertible  Bonds ; 

Payable  in 
7  per  ct.— Buffalo,    Corning  and 

New  York  R.  R...New  York,  186* 
7  per  ct.— Western  Vermont  R.R.        "      1861-71 

7perct.— TiogaR.R "  187-2 

Sperct.— Peoria  and  Oquawka..         "  1863 

6  perct.— Maysvilleand  Leiing- 

ton "  1870 

6 perct.— Dauphin  and  Susque- 
hanna Coal  Co "  1877 

1st  Mortgage  Bonds : 

7  per  ct.— Corning  &  Blossburg.  "  1873 
7  perct. — Buffalo  and  New  York 

City "  1866 

7  perct.— Mansfield  &  Sandusky  "  .  1860 
7  per  ct. — Toledo,  Norwalk  and 

Cleveland "  1861 

7  per  ct.— Vermont  Valley "  1861 

7perct.— New  Jersey  Central..        "      1860-70 

7  per  ct. — Brunswick  Canal  Co.        "  1857 

7  per  ct.— Troy  and  Bennington. Troy,  N.Y,  1862 

Also,  second  mortgage  bonds  of  many  of  the  above 

companies,  and — 

7  per  ct, — Saratoga  &  Washing- 
ton R.R  bonds New  York,  1 862 

7  per  ct. — Troy  and  Boston "  1864 

7  per  ct. — Muscogee  Railroad.  ..Savannah,  lf62 
7  per  ct. — Huron  and  Oxford... New  York,  1862 
10  per  ct.— Mansfield  and  Sandus- 
ky R.R.  Co '•■     isss-s: 

7  per  ct. — Township  of  Portland, 

Ohio "  1862 

7  per  ct. — City  of  Dayton,  Ohio, 

guarameed  by  Mad 

River  R.R "  1861 

10  per  ct. — City  of  Keokuk,  Iowa.  Keokuk,  1863 
7  per  ct. — Town  of  Huron,  Erie 

county,  Ohio Haron,     1861 

7perct.— Town  ol  Newark,  O...  New  York,  1H60 
10  per  ct.— City  of  Milwaukee. . .         "  1857 

7  per  ct.— State  ol  California...  "  1863-72 
7  per  ct. — Mortgage  bonds  of  the 

Atianlic    Steamship 

Co "  1855 

12  perct. — Imfrovemfnt  Scrip  of  i 

the  State  of  Wi.'icon- 

sin  lor  improvement 

of  Fox  River ♦'  1862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  and  one  halt  surplus  profiu 
of  this  and  Rutland  and  Wash.  R.  R. 

Rutland  and  Whitehall  Slock,  with  guarantee  ot 
7  per  cent,  dividend  by  Saratoga  and  Washington 
Railroad. 

Stock  in  the  Western  Vermont  R.  R.  Co. 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  m  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Chemung  R.  R  Co. 
Stock  in  the  Southern  Bank  ol  Kentucky. 
Slock  in  the  New  York  and  Virginia  Mail 

Steamship  Company,  paying  20  per  eent. 

dividends. 


To  Railroad  Co^s,  LiOComotlYe 
Builders  and  Ji^ngineers. 

THE  undersigned  having  taken  .he  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  by  those  interested.  They  have  been  exten- 
sively used  on  Railroads,  Steamers  and  Stationary 
Boi  ers,  where,  from  their  accuracy,  simplicity,  and 
non-hability  to  derangement,  they  have  given  penect 
satisfactiuQ.  in  fact,  for  Lucomoiives,  they  are  the 
»oly  reliable  Gauge  yet  intioduced. 

CHAiJ.  W,  COPELAND, 
Consulting  Engineer,  64  Broadway. 
Aug.  28,  19 »^      im* 


A.  Wiiitney  dL  Sou, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chilled  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  furnish  W  heels 
fitted  complete  on  best  English  and  American  &olled 
aod  AmeiiCMi  fiammered  Axl«s.  ilti 


To  It 
Bull 

SL\ 

SHEFF 


ilroad  Companies,  Car 
[ers.  Machinists,  etc. 

iEK,  HARTWAN  &  CO., 


LD  IRON    AND   STEEL  WORKS, 
PiTTSBURdi,  Pa. 

Warehoi^se  Nos.  1^9  Water,  and  140  Front  sts. 

HAN  IN  J  completed  their  arrangements  for  man- 
ufucti  ring  Car  and  Locpmouve  Axles,  Piston 
Rois,  Wrought  Iron  Shatting[etc.,  either  hammered 
or  rolled,  a  e  prepared  to  otier  inducements  as  lo  qual- 
ity and  pri  ^.  'I'hey  also  manufacture 
Boiler  Plate  and  Rivets,  i 

Railroad  and  Boat  Spikes,  -      ! 

Car  and  L.ocomove  Springsi  ]  ■■   1 

Spring  Steel,  | 

Solid  Bok  Vices,  etc.,  etc.   |  16t7* 


Tbe  Cold  »prin|^  iron  Worl£8, 

IN CORPURAlfiD  IN   1848. 

IN  the  Tc  wn  of  Otis,  County  Berkshire,  Massachu- 
setts, iiimutaciures  CAR  AXLES,  and  all  kinds 
of  WROLiHT  IRON  used  jn  ihe  manulaciure  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRUA  of 
ah  descripi  uns.  Particular  attention  is  paid  to  the 
mauutactuie  of  CAR  AXLE;|,  and  the  VNorks  being 
siiuaied  in  a  region  ol  WOOD  and  CHARCOAL, 
wiih  wnich  their  Axles  are  ezclnsively  made,  the  Com- 
pany feel  c  >nfident  they  can  turnish  an  arucle  equal, 
if  not  bup(  nor,  in  quauty  anid  finish  tu  any  in  the 
market,  '["ney  sohcit  the  ojdcrs  of  RAILROAD 
CORPORA  TIONS  and  CARlBUlLDERS,  and  pro- 
mise they  shall  be  promptly  attended  to  :  and  execut- 
ed on  termi  i  as  advantageous  aje  can  be  had  elbewhere. 

Thev  reh  r  to —  ^  i 

John  Kins  nan,  Esq.,  Superintendent  Eastern  Rail- 
road, Salsm.  Mass. 
A.  T.  Peine,  Esq.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osbo  -n,  E«>q.,  Superintendent  of  the  Alad  Riv- 
er and  Ls^eErie  Railroad,  Sandusky  City,  Omo. 
W.  W.  We  hertjll.  Car  Builder 

Address  UliLNRV  IIELLUS,  Agent, 

Boston,  Mass, 
or,  GEO.  W.  PI^;SCOTT,  Sup't. 

Mass. 


November,  12,  1852. 


OUB, 


Toledf^,  Norwalk  and  Cleve- 
land Railroad. 

OPENthtough,  completing  the  last  link  in  the  chain 
ul  Kaiiroaas  between  Net*  York,  Boston,  PLila- 
lumore,  WashingiGJn  City  and  Chicago. 

In  and  after  Monday, February  7, 
Id  '3,  Passenger  Trains  will  run 
lys  excepted)  as  fallows : 
'oledo  ai  9  A.  M.  and  10  P.  M. 
Jleveiand  at  9.20  A.  M.  and  9  P.  M. 
CONNECTING 
At  Toledo  With  trains  of  Michigan  Southern  Rail- 
road, far  Chicago  and  the  West. 
At  Bellevuq  wiib  trains  of  Mai  River  and  Lake  Erie 
r  Sandusky  City,  Dayton,  Indianapolis, 


deiptiia,  B 


uaily  ^duni 
Leave 
Leave 


At 


Roud, 

Cinciu 

Monr 

Road, 

luiiibu 

At  Graiton 
ti  Roai 
Cineii 

At  Clevc 
forNe 


ille  with  Mansfield  and  Sandusky  City 
r  Sandusky  Ciity,  Shelby  Junction,  Co- 
Newark  and  Zantisvllle. 
1th  Cleveland,  Columbus  and  Cincinna- 
,  tor  Shelby  Junpuon,  Columbus  and 

with  Lake  Shorle  Road,  via  Dunkirk, 
Voik  and  Boston,  via  Butialo,  tor  New 


York  a^d  AlDany  andior  Western  Road  and  Bos 
toij,  wJih  Cleveland  and  Futsburg  Road  lor 
Piitsbuig,  Wheeling,  Phiiantlphia,  Baltimore,  4 
Wasliiiigion  Cny. 

„   ;  E.  B.  |»HILLIPS,  Sup't. 

Office  T.,  IN.  &  C.  R.  R.,  <    ; 
Norwalk.  O.  Feb.  2  18&3.  %   \ 


Iiion  for  Maebinists.   ; 

I  THE  SUBSCRIBERS, 
IMPORTERS    AND    DEALERS   IN 

Iron  and  steel, 

HAVE  constantly  on  hand  |a  good  assortment  of 
Iron  arid  St*^i,  expressly  Isdapted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS 

AxND    MACHINISTS    GE.NERAr.Ly  ' 

ELLlOTt  &  HULDEN. 
Feb.  16,  ipt3^ 90  »eekman  bi  ,  N'  V. 


SCOTCH 
ers,  by 


Mov«ittbwi9,  lim» 


Fire  Brieli.s. 

Patent — ^for  saie  in  lots  to  suit  nurcha*. 
G.  O.  ROBERTSON, 
135  Water  stre«^  comer  of  Pine, 


N«w  YmIu 


16T  AMBRICA*    RAILROAD   JOVRKaL: 


CARHART'S    IMPROVED    TURNTABLE. 


:i;i_*ij 


•-{'■ 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  OJSE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Corapanie.s 
which  hare  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly 81,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars, 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  E^q.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  I,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  ot  cut,  and  the  former  ot  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  .a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Pig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nat  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
r        Cleveland,  Ohio. 

February  14,  1853. 


LOW  MOOK  AXLES, 


A  SUPERIOR  Article  lor  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and 24  Broadway, 
New  York. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  airainst  purchnsmg  Ricti 
ardson's  Patent  Oil  Cups,  or  therigrjt  to  use  thesawie, 
except  of  the  undersigned,  Proprietor  of  the  Patent, 
or  ofsome  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westmmster,  Vt.,  will 
b«  promptly  attended  to.  £.  DsWQLF,  Jr. 


Oct.2,iai2.       If* 


\ 


ur- 


To  £n§^ineer8,  Arcbitects  and 
Draughtsmen. 

THE  undersigned  begs  respectfully  to  inform  (Jen 
tlemen  in  the  above  professions,  that  he  has  con 
itamly  on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb.  9  1863.  3l6  Broadway,  N.  Y. 


Railroad  Iron. 

m)f)(\r\  TON;J,  weighing  a->out  56  lbs.  per  yard, 
<^\J\J\J  now  on  the  way  from  Great  Britain  to 
Sew  Orleans,  for  sale  by 
?.  CHOUTEAU,  Jr., 


I>M»mber4,1862. 


SANPORD  A  CO., 
No.  61  JN«w  atravt. 


Wm.  Swinburne,  *;'• 

LOCOMOTIVE  ENGINE  BUILDER,  Paterson, 
N.  J.,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc  6tf 

Krnpp^s  Prussian 
CAST    STJ!:£Ii    AXLCS. 

THE.^E  Axles  have  never  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be- 
fore their  use  be«;omes  universal  1 

THOS.  PROSSER  A  SON, 
■    Sole  Agents,  28  Plau  at.,  Mew  York. 
Naw  Tork,  Feb.  7, 1863.       :.    >  .  ■>  ^ .s^t' »^ 
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HENRY  V.  POOR,  Editor. 


:;:.■(^l.  ^v^;* 


ESTAJBLISHED  IIV  18S1. 


PUBLISHED   WEEKLY,  AT  No.  136  NASSAU  ST.,  NEW   YORK,   AT  FIVE    DOLLARS  PE  I  ANNUM  IN  ADVANCE 


Second  aoARTo  Series,  Vol.  IX,  No.  13.]  SATURDAY,  MARCH  19,  1853. 


[VMhole  No.  883.1  Vol.  XXVL 


PUBLIBHCD  BY  J.  H.  ScHULTS  &  Co.,  136  NaBSAU  BT. 


PillNCIPAJU    CONTKMTS* 

New  York  and  Erie  Railroad 177 

Influence  of  Railroads  upon  Property 182 

Belleibntaine  and  Indiana  Railroad 183 

Bridging  the  St.  Lawrence 184 

Railway  Extension  into  Boston 184 

Finances  of  Calitornia 184 

Louisville  and  Covington  Railroad  <..» 184 

Fort  Wayne  and  Cincinnati  Railroad 184 

Wabash  Valley  Railroad 185 

Stock  and  Money  Market 185 

Railwjay  Accidents 186 

Journal  of  Railroad  Law 187 

Lawrenceburg  and  Upper  Miss.  Railroad 188 


American  Railroad  Journal. 


Satnrdajr,  Marclk  19,  1853. 

Hciw  Torlc  mud  Brie  RaiIro»fl« 

We  have  a  forerunner  of  the  forthcoming  report 
t  of  this  company.  We  have  already  achieved  some 
thing,  in  having  drawn  the  leading  persons  con- 
nected with  this  company  most  unwillingly  from 
their  covert.  The  organ  of  the  company,  the 
Tribune,  has  been  favored  with  an  examination  of 
the  promised  exhibit,  an  abstract  of  which  appear- 
ee  in  that  paper  of  the  12th  instant ;  which,  for  the 
benefit  ot  our  readers,  and  in  justice  to  the  com- 
pany, we  give  entire : 

"An  article  which  appeared  in  the  Railroad 
Journal,  on  the  19th  of  February,  attacking  with 
much  violence  the  Erie  railroad  company,  caused 
a  number  of  the  leading  stockholders  to  address  a 
letter  to  the  company,  asking  for  information  in 
regard  to  its  affairs ;  which  has  drawn  from  the 
president  a  lengthy  reply,  containing  the  statistics 
of  the  road,  and  the  reason  why  the  cost  has  been 
80  largely  in  advance  of  the  estimates.  As  the 
reply  will  probably  be  given  to  the  public  in  full, 
we  annex  only  an  abstract  of  the  principal  points. 

In  regard  to  the  cost  being  largely  in  advance  oi 
the  estimate,  the  president  says,  that  when  the  pre- 
sent managers  came  in,  in  1845,  they  had  no 
knowledge  of  the  road,  but  were  obliged  to  make 
up  their  estimates  from  the  report  of  the  chief  en- 
gineer employed  by  their  predecessors,  and  which 
was  made  one  and  a  half  years  before.  This  esti- 
mate did  not  include  the  cost  of  the  Newburgh 
branch,  which  the  Legislature  afterwards  com 
pelied  them  to  make.  The  cost  was  also  largely 
increased  by  the  entire  change  of  line  west  ol 
Binghamton,  and  the  abandonment  of  about  two 
millions  of  expenditures  made  by  previous  boards, 
which  it  was  thought  would  be  available. 


Even  with  all  these  changes,  which  weie  made 
in  many  cases  east  as  well  as  west  of  Binghamton, 
the  directors  might  still  have  built  a  cheap  road, 
but  they  coniiJere d  it  to  be  the  true  policy  of  the 
company,  and  the  true  interest  of  the  city,  to  make 
a  first  class  road  in  every  respect.  Thus,  immense 
amounts  were  spent  m  reducing  grades  by  deep 
cuttings  and  high  embankments,  which  were  nut 
at  first  contemplated.  The  curves  and  the  bridges 
were  also  made  more  expensively,  so  that  nothing 
should  be  lelt  to  be  done  when  the  road  was  de- 
clared completed,  to  make  it  equal,  as  a  public 
work,  to  any  in  the  country. 

In  the  Railroad  Journal,  a  comparison  between 
the  Erie  and  the  Baltimore  and  Ohio  road  was 
drawn,  unfavorable  to  the  former.  The  figures 
are  given  as  follows : 

Length.  Cost. 

Baltimore  and  Ohio 380        $17,000,000 

Erie 464  27,551,207 

This  comparison  is  unfair  in  many  particulars. 
The  Baltimore  and  Ohio  is  compared  with  the 
Erie,  an  unfinished  work.  It  requires  a  large 
amount  of  expenditures,  which  the  Erie  has  made, 
for  turnouts,  depot  grounds,  water  stations,  ma- 
chine shops,  double  track,  Slc.,  dtc,  which  will 
swell  the  cost  largely.  Again,  the  Baltimore  and 
Ohio  has  33  miles  of  grade  of  100  feet  to  the  mile, 
while  the  E^ie  has  none  of  over  60  feel  to  the  mile, 
and  more  than  half  the  length  ol  the  road  does  not 
exceed  5  feet  to  the  mile.  These  easy  grades  have 
not  been  obtained  without  large,  but  in  the  end 
economical  expenditures.  Again,  the  Erie  has  no 
curve  of  less  than  1,000  feet  radius,  excepting  one 
wh'ch  is  800  feet.  Again,  the  comparison  of  length 
is  incorrect.  Instead  of  464|miles,  the  Erie  has  in 
tact  701  miles  of  road,  including  turnouts  and 
double  track.  When  the  Baltimore  and  Ohio  road 
is  as  perfect  a  road  as  the  Erie,  without  double 
track,  it  will  doubtless  have  cost  $20,000,000,  which 
will  be  $50,000  per  mile — while  the  Erie  has  cost 
only  about  $54,000  per  mile,  with  a  much  more 
expensive  line.  The  comparative  traffic  of  the 
two  works  proves  the  expenditures  for  equipage 
and  all  the  accessories  of  a  railroad,  must  very 
properly  have  been  immensely  larger  on  the  Erie 
than  on  the  Baltimore  and  Ohio.  The  gross  earn  • 
ings  of  1852  were  : 

Per  Mile. 

Baltimore  and  Ohio $  1,325,567  3.488 

Erie 3,567,815      .     7,690 

The  earnings  of  the  year  on  the  Erie  would 
have  been  larger,  but  for  the  building  of  the  second 
track,  which  employs  the  machinery  and  the  other 
track,  so  as  to  embarrass  the  regular  traffic  of  the 
road. 

In  regard  to  the  charge  of  disagreement  between 
the  report  to  the  Legislature  and  the  actual  cost  ol 
the  road,  the  president  states,  that  the  Legislative 
form  calls  for  certain  items,  which  are  given,  but 
they  do  not  include  every  eipcnditare,  and  conse- 


quently do  lot  represent  the  {entire    cost.    The 
general  accoi  nt  of  the  companjr  i$  as  follows  : 

Da.        I 

:.... $9,6 12,995  00 

bonds $3,000  000  :i 

"     4,000,000  I 

2049,000  I 

1871 4,3jI.O0O 

1862 3  500,0110  ■  1 

503,668 

-^ 18,003,868  00 

3,361,701  31 

11,144  52 

1,447  50 

60,653  85 

250,000  00 


Stock 

1st  mortgage 
2Qd    " 
Income  bonds 
Convertibles 
Convertibles, 
Certificates 


Bills  payable 

Gash  borrowel 

Unclaimed  li  ;kets 

Unclaimed  d^idends  and  intereiit. .. 
Expenses  of  February 


Ce. 
Deduct  ass<  ts,  including— 


Cash  in  hand 


Buffalo  and 

railroad  sto<  k 
Steamboats  on  Lake  Erie 
Union  R.R.  company 
Due  from  sundry  parties 
Due  from  oih4r  roads  .. 
From  station  IS^Q^)  ^ 


State 


31,301,810  18 


$115,5^2  00 

line 

257,6iO  00 

365,4^7  50 

25,0^  00 

44.9^8  92 

42,0$7  04 

104.0)4  50 


1,024,267  82 


Entire  :ost.'..... ....$30,277,542  36 

The  expenditure  is  represented  by  the  following 
property : 

44b  miles  mill  line  with  many  expensive  buikl- 
ings,  heaW  embankmenu,  Jeep  cuta,  &.c.,  50 
miles  rel^id  with  heavy  rai^  &c. 
18  miles  NelBvburgh  branch.  ! 

98  miles  sideling,  switches,  &^. 
139  miles  doople  track. 

701  miles  of  rpad. 
149  locomolivies. 

131  passengeii  ;ind  baggage  can , 
1855  freight  ca  rs. 

Machine-she  p»,  depou,  water  ^ , 

on  Hudson  riv  fr,  pier  and  buildings  ai  Duane-st., 
engine  houses,'  between  800  and  900  miles  of  fen- 
cing, wood-land,  ($150,000)  woo4  on  hand,  ($335,- 
000)  &.C.,  &.C.;  in  all  costing  $5,3^,524.  Including 
the  interest  on  stock  and  discounts  on  Bonds  the 
iron  has  cost  about  $54,000  per  mile,  and  includ- 
ing all  the  pro]  ►erty,  about  $65,000  which  compares 
favorably  withjother  roads,  the  Hudson  river  hav- 
ing cost  $73  OdO  per  mile  and  the  New  York  and 
New  Haven,  ar79,260  per  mile. 

The  recent  loan  of  ten  millions  was  contracted 
for  the  loUowidg  purposes :  To  p$y  ofl  the  floating 
debt,  to  extend  the  second  track  tp  Corning,  and  to 
purchase  addit  onal  machinery  required  for  the  in- 
creasing traffic^  of  the  road,  and  to  reimburse  the 
2d  Mortgage  Bonds  ($4,000,000)  when  due.    Of 


stations,  steamers 


1 
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the  new  Bonds,  tbree  millions  were  negotiated,  and 
three  millions  will  not  be  used  until  next  year. 
This  loan  will  complete  277  miles  double  track  to 
Corning,  which  is  all  ^at  will  be  made  for  several 
years. 

The  chan^  in  relation  to  the  estimate  for  double 
track  ia  the  December  (Ibdl)  report  la  based  OD  a 
clerical  error.  It  was  intended  to  state  that  the 
double  track  could  be  graded,  not  ImiU,  for  $10,000 
per  mile.  In  regard  to  dividends,  the  President 
states  that  none  have  ever  been  made  until  the 
whole  subject  of  receipts  and  expenditures  had  been 
examined  and  reported  on  by  a  committee  of  the 
board.  The  character  of  the  gentlemen  compos- 
ing the  board  is,  we  presume,  a  sulticient  guaran- 
tee to  New  Yorkers,  who  know  them,  that  nothing 
has  been  done  in  this  matter  of  dividends  which 
was  not  believed  to  be  st.'icily  justified  by  the  re- 
sults uf  the  business.  Nothing  could  be  more  rid- 
iculous than  the  theory  advanced  in  the  Railroad 
Journal,  that  because  the  construction  expenditures 
in  the  last  year  or  two  have  exceeded  the  earnings, 
that  theretore  the  road  had  made  nothing,  and 
should  declare  no  dividend.  If  it  be  Railroad  Law 
that  railroads  are  to  be  built  with  earnings,  then 
the  new  revelation  has  been  exclusively  monopo- 
lized by  the  Railroad  Journal.  No  other  railroad 
authority  ever  heard  of  it. 

The  President's  statement  ends  with  the  statistics 
of  the  earnings  and  expenditures  ol  the  road  since 
its  commencement.  We  annex  the  last  three  years: 

Earnings 

Expenses.  Expenses,  per  mile 

623,948      55  per  ct.        5,069 

1,277,688      56pefct.        6,117 

1,877,163      53  pefct.        7,690 

The  comparative  earnings  of  the  five  months  ol 
the  present  fiscal  year  have  been  as  follows : 

1851-2 1,325,565 

185*-3 1,689.859 


Earnings. 
1850... .1,139,559 
1851.... 2,281, 668 
1852.... 3.569,815 


Increase  about  28  per  cent $364,394 

Let  us  examine  this  explanatory  stalemeat  and 
see  what  it  amounts  to.  I 

The  report  of  Mr.  Loder  under  date  of  Septem- 
ber 2nd  1845,  estimated  the  cost  of  the  road  with 
its  equipment,  to  the  stockholders  at  $8,350,000. 
In  the  reports  of  1848  and  1849  this  estimate  was 
carried  up  to  the  sums  of  $11,000,000,  and  $16,- 
000,000  respectively.  The  explanatioas  offered  in 
these  reports  were  "  that  the  company  at  the  first 
date  bad  no  knowledge  of  the  road,  but  assumed 
the  correctness  of  the  estimates  made  under  the 
prececding  organization  ;  that  these  estimates  did 
not  include  the  Newburgh  branch.  Tnat  the 
changes  and  improvements  in  the  line  involved  a 
loss  of  nearly  $2,000,000  of  previous  expenditure ; 
that  a  much  better  road  had  been  built  than  at  first 
contemplated"  etc.  etc. 

Admitting  that  in  1845  the  company  had  not  the 
means  of  making  a  correct  estimate,  the  vigorous 
prosecution  of  the  surveys  and  the  work  of  con- 
struction commenced  at  that  time  soon  supplied  the 
necessary  data,  and  we  consequently  find  in  the 
report  ol  1848  the  following  explanations  offered 
lor  the  increased  estimate  of  that  date. 

"  In  answer  to  a  call  of  the  board  upon  the  chief 
engineer,  for  a  careful  estimate  of  the  cost  of  com 
pleiing  the  road  to  Binghamton,  a  report  was  sub 
mitted,  made  with  great  care,  with  a  liberal  allowance 
for  contingencies,  and  believed  to  be  perfectly  reliaUe. 
It  was  then  found,  that  taking  ttie  bonds  at  par, 
together  with  the  amount  due  on  stock  subscrip- 
tions, there  would  be,  after  conipletins:  the  road  to 
Binghamton,  a  surplus  of  about  $1,OUO,000,  inclu- 
ding the  amount  required  by  law  to  be  deposited 
with  the  comj^ller,  to  proride  the  interest  on  the 
bonds  till  Ut^Iay,  1851. 

"  The  character  of  the  road  has  been  very  greatly 
improved,  by  altering  the  grades  and  changing  the 
line  in  many  places,  at  a  considerable  cost  to  the 
company,  the  necessity  and  importance  of  which 
were  too  great  to  allow  of  any  hesitancy  on  the 
part  of  the  board  in  deciding  to  do  so,  at  almost  any 


sacrifice,  and  which  will  make  it,  when  completed, 
worth  millions  of  dollars  more  to  the  stockholders 
and  the  public,  than  if  continued  on  the  old  line, 
and  at  the  old  grade.  >In  fact,  the  value  of  these 
improvements  can  hardly  be  over  estimated,  when 

the  future  working  of  the  road  is  taken  into  ac- 

coant.  And  it  may  be  added  with  the  utmost  con- 
fidence, that  the  improvements  iu  the  line  and 
grade,  which  have  been  secured  only  by  the  most 
determined  and  persevering  efforts  ol  the  board — 
are  worth  more  to  the  stockholders  and  the  public 
than  the  state  loan  of  $3,000,000.  Another  fact 
may  be  stated,  as  a  consequence  of  such  changes,  that 
the  road  when  completed  will  lurnish  about  3U0  miles 
of  level,  or  nearly  level,  grades,  or  not  exceeding  five 
feet  to  the  mile,  iu  favurof  the  trade  coming  towards 
our  city. 

"About  one  and  a  half  millions  of  dollars  have 
been  expended  on  that  part  of  the  road  between 
Port  Jervis  and  Binghamton,  a  distance  of  about 
127  miles  {by  far  the  most  difficult  and  expensive 
part  of  the  road  to  the  lake,)  more  than  half  of  which 
is  nearly  graded,  and  the  company  will  commence 
laying  the  superstructure  within  a  few  weeks. 
The  iron  rails  are  being  rapidly  delivered  on  the 
line  of  the  road,  and  the  board  intend,  and  believe 
they  will  be  enabled,  to  open  the  road  to  Bingham- 
ton during  the  present  year,  unless  some  unforeseen 
difficulties  occur  to  prevent. 

"  The  board  have  just  closed  a  very  aavanta- 
geoas  contract  with  a  company  of  gentlemen  of 
great  respectability  and  wealth,  from  the  interior 
of  the  state,  to  grade  the  road  from  Binghamton 
to  Elmira,  a  distance  of  about  sixty  miles,  to  lay 
the  superstructure,  and  to  furnish  all  the  materials 
except  the  iron  rails  ;  that  portion  of  the  road  be- 
tween Binghamton  and  Owego  to  be  finished  with- 
in sixty  days  after  the  road  is  extended  to  Bing- 
hamton; and  from  Owego  to  Elmira,  within  six 
months  thereafter. 

"  This  arrangement  will  secure  the  completion 
of  the  road  to  Elmira,  within  fifteen  or  sixteen 
months  from  the  present  time,  with  the  probability 
of  a  similar  arrangement  to  extend  it  to  Corning, 
sixteen  miles  further  west,  within  the  same  period. 
It  may  not  be  unimportant  here  to  state,  that  from 
the  latter  place  to  Port  Jervis,  a  distance  of  over  200 
miles,  there  will  be  no  grade  opposed  to  the  descending 
trade,  of  over  five  feet  to  the  mile,  except  at  one 
place,  where,  lor  seven  miles,  the  grade  will  be 
sixty  feet  to  the  mile,  leaving  193  miles  practical'y 
level. 

"  When  the  road  shall  have  reached  either  of  these 
points,  it  may  safe'y  be  considered,  as  to  a/st  and  la- 
bor, three-fourths  finished." 

Previous  to  the  first  date,  the  capital  stock  had 
been  increased  $3,000,000,  and  the  first  mortgage 
of  $3,000,000  had  been  negotiated.  The  means  in 
hand  from  these  sources,  at  the  above  date,  were 
estimated  at  $2,862,433.  In  reierence  to  the  amount 
then  necessary  to  complete  the  road,  we  copy  from 
the  report  as  follows :  '.      ':   "        ,.      .i 

"  fVom  two  to  thiee  millions  of  doUars  will  be  re- 
quired to  complete  the  road  to  Lake  Erie.  And 
within  six  months  after  the  road  shall  have  been 
extended  to  Elmira,  we  hazard  little  in  saying, 
that  such  results  will  follow  one  half  year's  work- 
ing the  road,  as  will  make  the  stock  of  the  company 
a  desirable  investment,  and  sought  after,  at  or 
ahove  par." 

In  reference  to  the  value  of  the  work  done  under 
the  previous  organizations,  and  represented  by  the 
state  loan  and  surrendered  stock,  the  report  says: 

"  This  road,  when  completed,  will  cost  the  stock 
holders  less,  per  mile,  than  any  other  road  in  the 
country,  and  not  exceeding  half  the  cost  per  mile  ot 
the  Vfestern  railroad  Irom  Albany  to  Boston. 
Massachusetts  has  in  operation  within  her  limits 
seven  hundred  and  twenty-eight  miles  of  railroads, 
costing  about  $35,0U0,000— or  about  $50,0(X)  per 
mile. 

"  It  would  appear,  from  the  low  price  at  which 
some  of  the  stock  of  this  company  has  been  recently 
sold,  that  the  stock  bonus  of  $3,000,000  had  beep 
entirely  forgotten  or  overlooked— a  bonus  which 
practically  adds  thirty  per  cerU.  to  the  intrinsic  value 
of  the  stock." 

On  the  2nd  day  of  September,  1848,  therefore, 


the  lack  of  information  in  reference  to  the  fina^ 
cost  of  the  road,  had  been  supplied  by  "  the  most 
careful  surveys,  which  were  believed  io  be  perfectly 
reliable"  upon  "  b)  far  the  most  difficult  part  of 

the  line,  for  a  distance  of  127  miles,  more  than  one 
half  the  work  of  grading  had  been  completed." 
The  improvements  effected  had  reduced  the  grades 
upon  300  miles  of  the  road,  to  five  feet  to  the  mile; 
so  that  the  improvements  and  changes,  which  are 
now  offered  as  an  apology  for  the  immensely  in- 
creased  cost  of  the  road,  were  already  effected,  and 
were  then  offered  as  an  explanation  ol  the  increased 
cost  of  the  road  to  some  $11,000,000,  over  $8,350,- 
000,  in  the  report  of  1845.  At  this  period  also, 
when  an  accurate  estimate  could  have  been  made, 
if  ever,  the  value  of  the  work  which  was  a  bonus 
to  the  stockholders,  was  stated  to  be  over  $3,000,- 
000.  This  is  evidence  taken  at  the  time,  and 
which  may  be  considered  as  res  gesta,  a  pa^'t  of  the 
transaction  itself.  If,  at  the  at>ove  date,  the  direc- 
tors were  allowed  the  explanations  now  offered  in 
extenuation  of  the  increased  cost  of  the  road  siiue 
that  time,  we  submit,  that  they  are  not  to  be  allow- 
ed a  similar  apology  for  two  distinct  and  widely 
separated  acts. 

So  much  for  the  report  of  1848.  In  May,  1849, 
the  company  published  a  further  report  issued  on 
tha  occasion  of  the  sale  of  the  second  mortgage 
Bonds.  This  report  commences  with  a  repetition 
of  the  reasons  already  stated,  for  the  increased  cost 
of  the  road  over  the  estimates  made  five  years  pre- 
viously. A  detailed  account  is  given  of  the  route 
and  the  principal  works  east  of  Binghamton,  which 
is  well  known  to  be  the  difficult  part  of  the  line, 
were  well  advanced  toward  completion.  To  this 
point,  the  roai  was  opened,  on  the  27tn  day  of  De- 
cember, 1848.  Upon  reaching  Binghamton,  all  the 
great  obstacles  had  been  surmounted.  "  The  im- 
mense sums  spent  in  deep  cuts  and  high  embank- 
ments" had  already  been  made,  and  in  reference  to 
the  favorable  changes  effected  in  the  grades,  the 
report  of  1849,  says: 

"  The  grade  is  now  improved  so  that  there  is  no 
grade  in  the  whole  distance,  going  east,  exceeding 
5  feet  to  the  mile.  On  the  line  west  of  Binghamton 
fur  miles  in  extent,  the  grade  was  fixed  at  from  2  to 
4  feet  below  the  level  of  high  water  mark  ol  the 
Susquehanna  river.  In  order  to  raise  the  grade  out 
of  the  reach  of  high  water,  and  to  improve  the  line 
as  above  stated,  it  became  necessary  to  change  it 
for  several  miles.  The  propriety  of  these  changes 
having  been  called  in  question  by  some  parties,  it 
may  be  proper  to  state  that  the  directors  did  not 
decide  upon  them  without  due  and  proper  consider- 
ation, and  they  can  point  to  these  improvements 
with  pride  and  pleasure.  Their  value  in  a  series 
of  years  will  amount  to  milUons  of  dollars,  and  as  the 
importance  of  easy  grade,  is  mx>re  and  belter  under- 
stood, will  be  more  and  more  appreciated.  The  re- 
sult of  these  improvements  can  be  seen  when  a  map 
ot  the  road  is  spread  out  belore  you,  and  starting 
irom  Uornellsv  lUe  and  running  over  the  whole  line 
to  Port  Jervis,  a  distance  of  250  miles,  there  is  no 
grade  exceeding  5  feet  to  the  mile,  except  from 
Lanesboro'  to  the  summit,  a  distance  of  8  miles, 
where  we  meet  with  a  grade  of  60  feet  to  the  mile, 
and  where  with  the  assistance  of  a  relieving  en- 
gine, in  case  of  necessity,  that  whole  distance  of  250 
miles  is  rendered  practically  level;  thr  saving  on 
which,  to  the  stockholders  aiid  the  jniblic,  in  a  few 
years  running  the  road  will  be  equal  in  value  to  the 
State  lien  relinquished  to  the  companf." 

For  a  second  time  hare  this  company  had  the  ben- 
efit of  the  same  changes  that  have  effected  such  an 
immense  improvement  in  the  line  of  this  road. — 
Nearly  one  half,  and  by  far  the  most  difficult  por- 
tion of  the  road,  had  been  completed,  and  the  cost 
necessary  to  the  improvement  of  this  part  of  the 
line  actually  expended.    We  object  to  these  excuses 
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being  again  brought  forward  as  apologies  for  an 
excess  of  future  expenditures,  over  estimates.  At 
the  above  dale  the  financial  condition  of  the  com- 
pany^  is  stated  as  follows: 

Stock  paid  in S5,468.600 

Ist  Mortgage  bonds 3,000,000 

Certificates 500,000 

Floating  debt 833,833 


S9,802,433 
In  reference  to  the  value  ot  the  company's  prop- 
erty the  report  says : 

The  estimated  value  of  the  property  of  the  com- 
pany, (which  is  represented  by  the  present  liabili- 
ties, as  stated  above,)  is  as  follows  :  which  is  much 
kis  than  its  actual  cost,  but  it  is  considered  best  to 
place  it  below,  rather  than  above,  its  real  value, 

1.  200i  miles  of  road,  extending  from 
Piermont  to  Binghamton,  including 
equipment,  viz:  5J7  locomotives,  20 
passenger  cars,  400  freight  cars,  ma- 
chine shops,  machinery  in  shops,  de-  . 
pot  buildings,  etc.,  etc.,  $50,000  per 

mile S10,025,000 

2.  Two  steamboats,  three  barges,  im- 
provements at  pier,  etc.,  etc 136,322 

3.  Newburgh  branch,  19  miles  in 
length,  nearly  graded 262,397 

4.  5,300  tons  railroad  iron,  $50 

Cirton S265,000 
ess      amount     advanced 

thereon 135,000 

$130,000 

5.  Amount  expended  on  the  road  west  .    . 
ol  Binghamton,  before  the  present 
managers  assumed  the  control  of  the 

■work,  which  amounted  to  nearly  $2,- 
000,000,  and  is  now  worth  to  the  com- 
pany, according  to  the  estimate  of  the 
Chief  Engineer,  say 600,000 

6.  Amount  expended    by   the  present 
board  in  purchase  ot  right  of  way, 
depot  grounds,  engineering,  etc.,  etc., 
on  account  of  the  extension  of  the  v. 
road  westof  Binghamton,  during  the  ... 
past  year'    (The  property  purchased 

being  represented  by  this  sum) 122,333 

7.  Balance  in  the  hands  of  Comptroller 
to  pay  interest  on  ibe  $3,000,000  mort- 
gage bonds  till  May  14, 1851 526,143 

8.  Value  of  materials  on  hand  and  paid 

for,  say 80,000 


Total $11,882,195 

By  comparing  the  aggregate  amount  of  liabili- 
ties with  a  fair  and  sate  valuation  of  the  property 
of  the  company,  it  wili  be  Ken  that  there  is  an  ex- 
cess of  about  two  miliions  of  dollars,  over  and  above 
all  liabilities,  as  a.  surplus  in  favor  of,  or  as  a  bonus 
to,  the  stockholders. 

In  consequence  of  the  release  of  the  State  lien 
and  the  consolidation  of  the  old  stock,  it  may  be 
Slated,  with  entire  confidence,  that  no  railroad  in 
the  country,  ol  so  expensive  a  character,  including 
equipments,  has  ever  cost  the  stockholders  less  per 
mile  than  this  road,  or  which  in  the  aggregate  has 
been  represented  by  a  less  sum  in  proportion  to  the  a- 
mount  of  properly  owned  by  the  stockholders  of  this 
company. 

It  will  be  observed  from  the  statement  of  the  pre- 
sent liabilities  of  the  company,  that  there  is  a  large 
discrepancy  in  its  financial  condition,  since  the 
road  has  been  extended  to  Binghamton,  from  what 
was  estimated  by  the  board  in  their  address  to  the 
stockholders,  dated  19th  May,  1848.  It  was  there 
stated  as  the  best  estimate  that  could  be  made  "  that 
taking  the  bonds  at  par,  together  with  the  amount 
due  on  stock  subscriptions,  there  would  be,  alter 
completing  the  road  to  Binghamton,  a  surplus  of 
about  $1,000,000,  including  the  amount  required  by 
law  to  be  deposited  with  the  Comptroller  to  provide 
the  interest  on  the  bonds  till  the  14ih  May,  1851." 
In  explanation  of  and  to  account  lor  this  discrep- 
ancy, it  will  be  observed  that  the  estimate  was  made 
as,  "  the  cost  of  completing  the  road  to  Bingham- 
tOB,"  and  was  not  intended  to  include  engines,  pas- 
senger and  freight  cars,  depot  buildings,  water  sta- 
Uoos,  nudiiAer/i  etc.,  for  lunoing  the  road, 


This  discrepancy  is  accounied  lor  as  follows  . 

1.  There  has  been  expended  for  equip-  , 
ments  of  the  road,  iucluding  the  items  { 
above  named,  over $250,000 

2.  The  balance  yet  due  on  instalments  on 
the  new  stock  subscriptions,  which  were        | 
taken  at  their  lull  amount  in  that  state- 
ment (probably  about  half  of  which  will 
yet  be  collected.) 2C3,2C5 

3.  Amount  expended  on  account  of  the  ex- 
tension of  the  road  west  of  Binghamton, 
(a  large  portion  of  which  was  expenaed 
befor*  the  road  reached  that  place.) 122,333 

4.  The  amount  expended  on  account  of 
purchase  of  railroad  iron,  lor  the  exten- 
sion of  the  road  we%t  of  Binghamton. . .    130,000 

5.  The  interest  on  the  stock,  due  on  the 
1st  January  last,  was  not  taken  into  ac- 
count in  the  estimate  referred  to  about.   13^,000 

6.  The  extra  cost  of  the  work  on  so  long 
a  line,  involving  so  large  an  expendi- 
ture, will  account  for  the  balance  of 
such  discrepancy. 

All  who  have  had  any  experience  on  so  difficul, 
and  heavy  a  work,  extending  over  so  many  railest 
can  well  understand  that  no  skill  of  engineers  can 
decide  with  certainty  as  to  ihe  cost,  involving  as  it 
does  so  many  contingencies. 

It  may  now  very  properly  be  asked,  what  have 
the  directors  to  present  to  the  stockholders,  as  the 
result  of  their  efforts,  and  the  expenditure  of  so 
much  money "?  To  which  it  may  be  replied— they 
have  added  to  the  main  line  154  miles  ot  road:  147 
of  which  is  new,  and  for  the  most  part  carried 
through  a  country,  combining  a  greater  amount 
and  variety  of  obstacles  than  probably  exist  on  any 
other  in  our  country,  of  equal  extent :  besides  which 
they  have  been  compelled  by  circumstances  to  di- 
vert over  $1,200,000  from  the  legitimate  objects  of 
extending  the  road  west  of  Middletown.  The 
question  then  very  naturally  arises,  whether  the  a- 
mount  of  work  done  by  the  directors  has  cost  the. 
stockholders  more  than  works  ot  a  similar  charac- 
ter 1  From  the  reports  of  other  railroads,  it  is  be- 
lieved that  the  average  cost  of  the  New  York  and 
Erie  railroad,  considering  the  magnitude  and  diffi- 
culties of  the  work,  is  at  least  as  low,  11  not  lower, 
than  any  other  of  a  similar  character  in  the  United 
States,  The  board  could  have  constructed  a  rail- 
road over  irregular,  undulating  grades,  at  much 
less  cost  to  the  stockholders.  They  could  have  con- 
structed a  road,  with  its  vast  amount  of  masonry,  in 
piers,  abutments,  walls  and  culverts,  of  an  inferior 
character  from  that  which  has  been  made,  and  at  less 
cost.  They  could  have  made  a  cheaper  road  in  very 
many  particulars;  but  they  never  could  have  paid  the 
damage,  nor  repaired  the  injury  to  the  stockholders 
and  the  public,  by  consenting  to  make  the  road  on  a 
worse  line  and  grade  than  has  been  adopted,  nor  by 
constructing  the  work  less  substantial,  or  inferior  in 
character.         ,  ^  ;  ':.,-"    _  ''.■  •  '  j 

To  provide  the  means  of  carrying  on  the  roa^  to 
Hornellsville,  and  to  Lake  Erie,  a  new  loan,  which 
is  now  represented  by  the  second  mortgage,  of  $4,- 
000,000  was  proposed.  In  reference  to  this  we  copy 
from  the  report  as  follows : 

"  The  question  now  very  naturally  arises, 
whether  the  intended  issue  ol  bonds  for  $4,000,000, 
will  secure  the  objects  proposed'?  To  which  it 
may  be  answered,  that  carelul  surveys  and  esti- 
mates have  recently  been  made,  under  the  direc 
tion  of  the  Chief  Engineer,  of  the  whole  line  from 
Binghamton  to  Hornellsville ;  and  the  estimate  ot 
cost,  with  a  liberal  margin  for  contingencies,  does 
not  exceed  $2,500,000.  T%e  character  of  the  country 
through  which  nearly  tht  whole  line  passes,  is  com- 
paratively level,  {as  the  grade  indicates,)  and  fur- 
nishes the  best  grounds  of  confidence,  that  the  con- 
struction of  the  road  can  be  accomplished  within  ihe 
estimate  above  made.  The  balance  of  the  bonds 
will  pey  off  the  floating  debt,  and  amply  provide 
machinery  for  working  the  road  to  Hornellsville, 
at  which  point,  as  stdted  above,  the  branch  road  to 
Buflalo  will  meet  this  road  ;  thus  opening  a  direct 
communication  with  the  lake  within  eighteen 
months. 

The  account,  upon  this  basis  of  calculation, 
(which  is  believed  to  be  safe  and  reliable,)  will 
ihea  stand  thus : 


The  pre&eui  liabilities,  as  skated  in 
another  plfece,  are J $9,802,433 

To  which  may  be  added  balances  due 
contraotori  on  final    settlement,    lor 

grading    ibe    road    to     BiDgjhamton,        '        I     ' 
which,    according    to    statement    of 


Cbiel  Engineer,  will  amount 
$125,000  i>  but  will  assume 
and  other  ^ontifigencies .... 


to  about 
for  that 


Total.. J [ $10,000,000 

To   which  ^dd  estimate    of 

road  from  Binghamton  to 

HoruellbvjUe $%500,000 

From  wbicl.  should  be  de- 
ducted the  tuUowing,  as  al 

ready  piuvidcd   and  paid 

for: 
1st.  On  accitunt  of 

*purchase    oi  iron 

rails $130,000 

•2nd.    Purchiise     of 

right  of  w  ly,  de 

pot  ground  s,  dkc 

«Sm: 122,333 


197,567 


,  252,333 


Estimated  c^st  of  completing  New- 
burgh braiich,  which  is  int«^nded  to 
be  put  in  rtinning  order,  un  ot  before 
the  extens  on  ot  the  main  liae  to  El- 
mira— say 

Add  lor  contingencies,  purchaie  uf  lo- 
comotives, cars,  machinery,  &c.  &c. 
say \ ^. 


2,247.667 


220,000 


532,333 


Total. 1 i $13,000,000 

as  the  entire  cost  of  the  road  Ito  Hor- 
nellsville, an  i  equipments  for  I'unning  i 
it,   including  the    Newburgh  branch;  j' 
also  the   terror  equipments  Iroti  New  v 
York  to  Fieri  noni.                       |                           I 

Upon  the  :ompletion  of  thisj  road  to  Hornells- 
ville, 320  V.  iles  in  length,  ajnd  the  Newburgh 
branch,  19  a  iles,  making  in  all  339  miles  of  rail- 
road, the  lo  <  est  estimate  that  can  be  made  of  its 
value,  including  equipment  for  running  it,  cannot 
fall  short  of  j;  15,000,000, and  wilt  be  represented  at 
that  time  by  ts  liabilities,  whicih  will  not  vary  ma- 
terially lrom|the  following  statement: 
1st.  The  Stat^  mortgage  bonds,  payable  ' 

in  1866. ..J $  3,000,000 

2d.  The  second  issue  of  mortgage  bonds 

payable  injl859 .]. 4,000,000 

2d.  The  cert^cates  of  ola  indebtedness 
exchanged  llor  those  of  a  similiar  char- 
acter, payajble  in  1854 500,000 

4th.  The  old  land  new  stock  at  'present 

stands  thus:  !  . 

Old  stock,  number  of  shares..^.  8,945  '- 

New  stock,  nbmber  of  shares,  j. 45, 74 1     5,468,600 
5th.  To  whidh  may  be  added,  jIs 
an  estimate  of  the  amount  o£     .  ' 

stock  which  may  be  used  to  ai)-  , .  ' 

vantage  in  payment  to  contrad-  i      '/' 

tors,  purchase  of  locomotive^,  '      ] 

cars,  machinery,  &c.,  by  th(e  ' 

time  the  roid  shall  be  extendeid 
to  Hoiaeliajville'*'  s^y,  shares 


iajvi 


5,314        531,400 


Fiom  which  aggregate  liibilities 
should  be  deducted  the  amounit  depos- 
ited with  the  Comptroller,  to  pay  in- 
terest on  the  State  mortgage  bonds, 
till  the  14iU  May,  1851 


$13,500,000 


llhl 


500.000 


$13,000,000 
The  above  {estimate  and  calct^lationsare  believed 
to  be  as  near^  correct  as  any  Ithat  can  be  nude. 
The  Board  aAe  equally  unaillittg  to  deceive  them- 
selves or  the  kockholders,  in  reloTion  to  this  or  any 
other  matter.  |  TTu  character  of  the  country  through 
which  this  portion  of  the  road  is\to  be  corned,  is  of 
such  a  description  as  will  allow  Of  more  reliable  esti- 
mates and  calculations,  and  they,  think  it  as  likely 
to  fall  short  0^  as  to  exceed,  the  above  estimates. 

*  This  iieni  is  intended  to  co^er  all  possible  con- 
tingencies tha|t  may  arise  in  bujiiding  the  road  to 
that  place. 


ISO 
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The  next  importaDt  question  that  may  be  asked 
is,  how  is  the  wort  to  be  extended  to  the  lake!  or 
Tchat  means  or  resouices  are  at  the  command  ot  the 
company,  to  complete  the  road  to  Lake  Erie  1  To 
which  it  may  be  answered— If  the  plaa  submitted 
abore  will  carry  the  road  to  Hornellsrllle,  which 
appears  to  us  plain,  simple  and  perfectly  practica- 
ble, and  not  attended  with  one-half  the  aifficalty 
that  has  been  met  and  overcome  in  carrying  the 
road  to  Bin;;hamton,  then  is  the  plan  now  submit- 
ted to  extend  the  road  from  Hornellsville  to  Lake 
Erie,  equally  plain,  simple  and  practicable. 

From  surveys  recently  made  under  the  direction 
of  the  Chief  Engineer,  the  cost  of  completing  the 
road  from  Hornellsville  to  Lakp  Erie,  is  estimated 
at  less  than  S2,500,000,  with  a  liberal  margin  for 
contingencies.  (This  portion  of  the  line,  it  will 
be  remembered,  was  partially  graded  some  years 
since,  at  an  expense  of  nearly  81,000,000,  about 
half  of  which  is  estimated  by  the  Chief  engineer  to 
be  available.)  " 

To  provide  the  balance  necessary  to  carry  the 
road  to  Lake  Erie,  it  was  proposed  to  issue  stock, 
which  it  was  believed  would  be  availaj>le  alter  the 
road  had  reached  Hornellsville, 

In  reference  to  the  security  which  the  road  ofl'ered 
for  the  proposed  loan  of  S4,000,000,  the  report 
says: 

"  From  the  facts  above  stated,  it  is  not  seen  how 
or  in  what  way  the  security  can  be  improved,  or  in 
what  particular  it  is  defective.  And  with  the  sale 
of  these  bonds,  and  without  the  intertrention  of 
any  very  unfavorable  circumstances,  the  stock- 
holders and  the  public  may  look  forward  with 
more  certainty  to  the  completion  of  this  road  to 
Lake  Erie  within  two  years— than  they  could  rea- 
sonably have  done  twelve  months  ago,  to  the  com- 
pletion of  the  road  to  Binghamtoa  by  the  first  of 
January  last. 
It  will  be  seen  in  another  part  of  this        i 

report,  that  the  cost  of  completing       J 

the  road  to  Hornellsville  is  estima- 
ted at $13,000,000 

To  which  is  now  added  the  estimated        j 

cost  of  the  road  from  Hornellsville 

to  Lake  Erie 2,500,000 


Add  for  contingencies,  purchase  of 
machinery,  &c.,  for  running  the 
road — say 


15,500,000 

T 

500,000 


Total S16,000,000 

The  above  estimate  is  deemed  large,  and  is  based 
upon  recent  surveys  and  estimates,  made  under  the 
direction  of  the  chief  engineer.  Beyond  the  amount 
of  his  estimate,  over  31,000,000  is  added  for  contin- 
gencies for  the  work  between  Binghamton  and  the 
lake,  far  the  purchase  of  macliinery,  (j-c,  for  running 
the  road.  Besides  that  sum,  over  Si>00,000  in  stock 
is  included,  which,  it  is  assumed,  may  be  advan- 
tageously used,  during  the  next  two  years,  in  pay- 
ment to  contractors ;  also,  in  purchase  of  locomo- 
tives, cars,  machinery,  &.C.  From  the  fact  that  the 
cost  of  public  works  has  verygeneraUy  exceeded  their 
origiTial  estimates,  the  public  have,  in  consequence 
become  distrustful  of  their  correctness ;  it  has  there- 
fore been  determined,  in  this  case,  to  assume  a  liberal 
margin  for  contingencies. 

The  whole  cost  of  this  road  will  be  lar^e ;  so  will 
the  property  be  large  which  it  represents, — the 
largest  and  most  important  of  any  which  is  owned 
and  controlled  by  private  capital  in  this  country. 
But  will  the  cost  be  large,  per  mile,  compared  with 
other  railroads  1  To  which  it  may  be  answered, 
that  the  cost  to  the  stockholders  will  be  much  less 
per  mile  than  any  other  railroad  of  a  similar  char- 
acter in  our  country:  the  reasons  lor  which  have 
been  before  explained. 

-r      .<_^  Miles. 

Length  ol  road  from  Piermonl  to  Lake  Erie  451 
Length  of  Newburgh  branch 19 

■which  cost  816,000,000,  or  about  834,000  per  miU, 
including  equipments  for  running  the  road.  The 
average  cost  per  mile,  from  Piermont  to  Bingham- 
ton, has  been  much  larger,  but  west  of  that  place 
U  will  not  cost  more  than  half  of  the  anu>unt  per  mile 


^hat  it  has  cost  east  of  Binghamton,  on  account  of  the 
light  and  easy  character  of  the  work." 

We  ask  every  unprejudiced  person  whether  the 
above  extracts,  which  present  the  substance  of  the 
reports  of  1848  and  1849,  do  not  satisfy  him  that 
the  road  could  have  been  built  within  the  estimates 
last  given  1  The  most  difficult  portions  of  it  had 
been  completed,  and  what  remained  were  of  the 
easiest  construction.  "  Careful  surveys  had  been 
made,  and  the  most  liberal  margin  assumed  for 
contingencies."  As  good  a  road  as  is  the  Erie  at 
the  present  time,  could  have  been  built  for  816,- 
000,000,  in  addition  to  the  83,750,000  state  loan 
and  surrendered  stock !  Such,  we  venture  to  as- 
sert, is  the  opinion  of  every  competent  engineer  in 
the  United  States  who  has  examined  the  work.  All 
beyond  816,000,000  has  been  lost  to  the  stockholders. 
If  the  opinion  of  competent  engineers,  or,  in  fact, 
of  the  president  of  the  company,  be  worth  any 
thing,  there  can  be  no  doubt  of  the  truth  of  our 
assertion. 

On  the  1st  day  of  February,  1850,  the  company, 
having  expended  the  proceeds  of  the  second  mort 
gage  bonds,  were  forced  into  market  for  a  new 
loan.  The  exhibit  then  published  states  the  finan- 
cial condition  of  the  company  to  be  as  follows : 

Stock $5  778,891 

1  St  mortgage  bonds 3,000.000 

2nd         ,'         "  4,000,000      .   . 

Certificates 500,000 

Floating  debt 1,150,000 


Estimated  amount  necessary  to  com- 
plete the  road  to  Lake  Erie 


$14,428,891 
2,750,000 


817,178,891 
At  the  last  date,  the  road  bad  been  completed  to 
Coming,  a  distance  of  301  miles  from  New  York. 
The  Newburgh  branch  had  also  been  completed. 
In  reference  to  the  cost  of  the  unfinished  portion  of 
the  road,  the  report  says  : 

*'  It  will  be  proptr  here  to  exhibit  an  estimate  of 
the  additional  amount  necessary  to  complete  the 
road  to  Lake  Erie.  fVom  surveys  originally  made 
by  Major  Brown,  and  subsequently  carefully  exam- 
ined by  S.  Seymour,  Esq.,  it  is  found  that  the  sum 
required  for  this  purpose  amounts  to  82,750,000. 
The  extension  to  Hornellsville,  as  before  remark- 
ed, has  already  been  contracted  for  with  respon- 
sible parties,  at  a  sum  considerably  within  the 
estimate  of  the  engineers,  and  from  the  fact  that 
near  one  million  of  dollars  have  been  expended  for 
grading  and  masonry  west  of  Hornellsville,  wt  can- 
not  doubt  that  full  reliance  may  be  placed  on  these 
estimates.  It  should  be  borne  in  mind,  that  west  ol 
Corning  the  route  is  through  a  country  exceed- 
ingly favorable  for  constructing  a  railroad,  and  that 
there  is  little  or  no  heavy  work  to  be  doru." 

To  raise  the  necessary  amount,  the  income 
bends,  payable  in  1855,  to  the  amount  of  $3,500,- 
000,  were  issued. 

After  the  report  of  1849,  we  have  no  further 
changes  and  improvements  in  the  line  of  the  road 
offered  in  explanation  of  the  increased  cost,  for  the 
reason  that  rume  were  made.  The  explanation  now 
offered  and  insisted  upon,  was  only  applicable  to 
the  estimate  of  1849.  when  the  improvements  had 
been  effected,  and  has  nothing  to  do  with  any  sub- 
sequent excess. 

On  the  Ist  day  of  January,  1851,  the  company, 
having  run  through  with  the  proceeds  of  the  in- 
come bonds,  were  forced  into  the  market  for  a  new 
loan.  In  the  exhibit  of  the  company,  under  the 
above  date,  the  financial  condition  of  the  company 
is  stated  as  follows :  '" 

Stock $5,790,000 

1st  mortgage 3,000,000 

2nd    "  4,000,000 

CerUficatea 500,000 

■        / 


Income  bonds 3.500,000 

Floating  debt 2,988,045 

Probable  cost  of  completing  the  road  to 

Lake  Erie 300,000 

Add  for  contingencies 210,000 

Total  cost  of  road $20,288,045 

Of  this  sum,  the  company  state  that  $2,500,000 

was  charged  to  the  equipment  account. 
To  raise  the  money  necessary  to  complete  the 

road  and  fund  the  floating  debt,  the  first  issue  of 

convertible  bonds  was  made.    This  issue  changed 

the  financial  statement  as  follows  : 

Stock $5,790,000 

Funded  debt 14,500,000 

Floating  debt  and  contingencies 210,000 

^  .  r  820,500,000 

In  reference  to  this  statement,  the  report  says : 
"  The  whole  cost  of  the  road,  with  ample  depot 
grounds  and  buildings,  and  equipT)ients  for  operating 
the  road,  together  with  the  Newburgh  branch,  and 
valuable  arid  extensive  grounds  and  docks  at  Dun- 
kirk, Newburgh,  Piermont  and  New  York,  with  ex- 
tensive machine  shops,  barges,  steaviboats,  etc.,  will  be, 
at  the  time  of  reaching  the  lake,  about  820,500,000; 
or,  after  deducting  the  value  of  the  equipments,  82,- 
500,000 — 838,706  pw  mile ;  a  cost  by  no  mtans  large, 
when  compared  with  other  important  railroads  in  the 
country." 

At  the  above  date,  the  entire  road  had  been  com- 
pleted, with  the  exception  ot  about  40  miles ;  so 
that  the  company  were  in  condition  to  make  aa 
entirely  accurate  estimate  of  the  cost  of  the  road. 

On  the  first  of  May  following,  the  road  was 
opened  toDunkiik,  and  on  the  24th  of  December 
of  the  same  year,  the  company  having  already  ex- 
hausted the  proceeds  of  the  first  issue  of  converti- 
bles, again  threw  themselves  into  the  street  for  an- 
other loan.  The  exhibit  which  accompanied  their 
application  states  that  the  sums  previously  provi- 
ded for  the  construction  of  the  road  had  proved  in- 
sufficient by  the  sum  of  $2,852,368  30,  to  provide 
which  the  second  issue  oi  convertibles  was  proposed, 
carrying  up  the  cost  of  the  road  to  824,000,000,  as 
follows : 

Stock ...$  6,000,000 

1st  Mortgage  bonds 3,000,000 

2nd  Mortgage  bonds 4,000,000 

Certificates 500,000 

Income  bonds 3,500,000 

Convertibles 7,000,000 


Total 824,000,000 

In  reference  to  the  final  cost  of  the  road  we  copy 
from  the  exhibit  as  follows : 

"  The  total  cost  of  the  Erie  railroad  including  60 
miles  of  double  track,  sidings  and  turnouts,  wharves^ 
locomotives,  cars,  stations  and  property  of  every  de- 
scription {excepting  8250,000  Buffalo  and  State 
Line  stock)  is  $50,172  per  mile,  or,  exclusive  of  «t- 
gines,  cars,  steamers,  stations,  etc.,  $43,333  per  mile." 

The  next  time  we  hear  from  the  company  is  upoa 
the  30th  of  September  last,  in  their  annual  report 
to  the  Legislature.  At  that  date,  the  cost  of  the  road 
is  stated  to  have  increased  to  27,551,205  71.  Al- 
though the  vouchers  given  for  this  sum  amount  to 
only  about  $20,000,000,  as  stated  in  the  Journal  of 
the  12th  inst.  The  increased  cost  over  the  previous 
estimate,  in  the  period  of  only  nine  months,  was 
$3,551,205  71,  without  any  explanation  save  that 
the  items  that  made  up  the  construction  account 
had  been  incre&.sed  over  the  previous  figures. 

At  the  commencement  of  the  year,  we  expected 
as  usual  the  company's  report,  which  had  appeared 
regularly  for  the  five  previous  years.  We  felt  great 
solicitude  to  learn  something  of  the  operations  of 
the  company  for  the  past  year.  We  desired  to  see 
a  report  similar  to  what  other  leading  companies 
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never  omit  publishing,  ceniaining  a  detailed  state- 
ment of  the  doings  of  the  company,  the  amount 
earned,  expenses,  condition  of  the  company,  prop 
erty,  equipment,  roa4-bed,  etc.,  etc.  But  instead  of 
the  expected  document,  we  were  astounded  by  the 
announcement  of  the  lact  that  the  company  had 
placed  a  new  mortgage  upon  its  road,  to  the  amount 
ot  810,000,000!  which  sum  took  precedeiux  of  the 
$10,500,000  previously  borrowed, trifA/mt security. 
As  if  the  act  were  an  infamous  one,  it  was  done  in 
secret.  The  first  intimation  that  the  company  was 
in  want  of  money,  was  the  announcement  of  this 
immense  loan,  the  reasons  for  which  we  have  given 
in  the  company's  words  at  the  commencement  of 
this  article. 

We  believe  we  have,  in  the  extracts  given  from 
the  several  reporu  of  the  company,  presented  a  dis- 
tinct and  impartial  view  of  the  history  ot  the  work 
of  the  company  from  1845  to  the  present  time 
Such  has  been  our  intentions.  With  this  history 
before  them,  the  public  must  judge  whether  the 
vast  sums  that  this  company  has  received,  have 
been  properly  or  improperly  expended. 

We  have  thus  given  f,ve  different  estimates  of 
the  cost  of  the  road,  all  made  under  conditions 
favorable  to  entire  accuracy. 

We  shall  now  notice  some  of  the  leading  points 
in  the  recent  vindication  put  forth  by  the  company. 

1st.  The  comparisoQ  with  the  Baltimore  and 
Ohio  railroad. 

The  route  of  the  Baltimore  and  Ohio  railroad  is 
known  to  be  imokcnsely  more  difficult  and  expen- 
sive than  that  of  the  Erie.  There  can  be  no  doubt 
that  the  Erie  road  could  have  been  built  at  nearly 
two-thirds  the  cost  of  the  former.  But  without  re- 
sorting to  such  general  comparisons,  the  correct- 
ness of  which  cannot  for  the  purposes  of  this  dis- 
cussioB,  be  satisfactorily  proved,  or  disproved,  there 
can  be  no  doubt  that  the  Baltimore  and  Ohio  road 
is  much  nearer  completion  as  a  double  track  road 
than  the  New  York  and  Erie  road.  The  former  is 
graded  and  bridged  for  a  double  track  lor  its  entire 
length,  (with  only  some  very  slight  exceptions,) 
while  the  Erie  road  is  graded  and  bridged  only  for 
a  singk  track,  and  upon  only  about  one  third  of  its 
line  is  the  double  track  even  in  progress.  Again, 
the  more  favorable  grades  upon  the  Erie  road  have 
•not  been  obtained  at  a  great  expense  compared 
with  the  amount  expended  upon  the  Baltimore  and 
Ohio  road  for  similar  objects.  The  greater  part  ol 
the  route  of  the  Erie  road  is  remarkably  favorable 
for  a  cheap  road,  with  low  grades,  and  easy  curves, 
as  we  have  been  repeatedly  assured  by  the  com- 
pany. But  were  the  fact  otherwise,  the  expenses 
involved  in  improving  the  grades  and  curves  had 
been  made,  while  the  cost  of  the  road  was  estimated 
at  a  less  sum  than  $16,000,000;  so  ih&ixio portion  of 
the  excess  above  that  sum,  was  expended  for  these  ob- 
jects.    ./>  '■  ■   ">  '.  ■  ;.•  ;;•'-'  .-.;.,  •*•; 

3nd.  The  discrepancies  between  the  cost  of  the 
road,  as  represented  by  its  capital  and  debts,  and 
the  amount  ot  the  items  that  make  up  the  construc- 
tion account,  Mr.  Loder  says,  that  the  Legislature 
calls  for  certain  items,  which  are  given,  but  these 
do  not  include  every  item  of  cost.  We  reply,  that 
the  calls  made  by  the  Legislature  do  embrace  aU 
the  items  of  cost ;  and  such  is  the  construction 
given  to  them  by  other  companies.  What  is  the 
object  of  the  Legislature  in  calling  for  reports  from 
companies  ?  It  is  to  give  publicity  to  their  acts— 
that  every  member  in  the  community  may  be  in 
formed  as  to  the  real  condition  of  their  affairs,  for 
his  own  safety  and  protection.        .,  :-  .^,>< 


By  virtue  ol  what  right,  does  Mr.  Loder  claim 
to  conceal  the  true  condition  of  the  road  of  which 
he  has  charge,  from  the  public "?  Will  the  public 
sustain  this  acknowledged  concealment,  especially 
when  he  neglects,  to  say  the  least,  all  voluntary 
exhibitions  of  the  affairs  of  the  road  ;  a  neglect  ot 
duty  which  no  other  person,  holding  an  equally 
responsible  position,  could  be  guilty  of,  without 
being  ignominiously  driven  from  his  place.  What 
are  these  items  of  cost  that  must  be  kept  from  the 
public  gaze  *?  Should  this  company  be  able  to 
conceal  them  from  the  public  eye,  they  will  not  by 
this  means  allay  public  curiosity,  nor  increase  the 
confidence  felt  towards  the  road  or  its  management. 

3d.  We  now  come  to  the  matter  ol  the  increased 
cost  ot  the  road  over  the  report  to  the  Legitlature, 
in  September  last. 

In  the  latter  report  the  cost  of  the  road  is  slated 
as  follows : 

Capital  stock S7,766.991  17 

1st  mortgage  bonds 3,000,000  00 

2nd        "            "     4,000,000  00 

Certificates 500.000  00 

Income  bonds   3.500,000  00 

Convertible  bonds 7,000,000  00 

Floating  debt 1,323,053  55 


Total S27,090,044  62 

Cost  of  road  as  per  recent  statement : 

Capital  stock 49,612,995  00 

1st  mortgage  bonds SSOOO.OOO 

2nd         "  •'       4,000,000  , 

Certificates .-)03,8»;« 

Income  bonds 2.649,000 

Convertibles,  1871 4,351,000 

1862 3,500,000 

18,003,869  00 

Floating  debt 3,361,710  31 

Cash  borrowed 11,144  62 

Unclaimed  tickete 1,447  50 

dividends 60,653  85 

Expenses  of  February 250,000  00 


Total 31,301,810  18 

Toul  cost  1st  October,  1852  .,27,090,090  63 


Increase  during  5 months  ....$4,211,769  55 
It  would  be  interesting  to  know  for  what  objects 
this  vast  sum  has  gone.  As  in  both  the  present 
statements,  and  in  the  report  to  the  Legislature,  the 
items  that  make  up  the  cost  of  the  road  are  given, 
we  will  compare  the  two,  that  the  public  may  see 
for  themselves,  that  only  a  very  small  portion  of 
the  increase  has  gone  into  construction.       | 

1st  of  March  statement. 
446"increase,  nothing. 

18        '•  )*♦ 


139        "         nothing. 
149~increase    7 


t 


Sept.  report. 

Miles  of  road 446 

"      "      " 18 

Newburgh  Branch. 

Sidings,  switches,  etc  80|        98        "       174  miles. 

Double  track  in  pro- 
gress    139 

Locomotives 142 

Passenger  and  bag- 
gage cars 134      131— decrease     3 

Freight  do 1834    1855— increase  21 

The  double  track  is  only  in  progress  as  it  was  in 

September  last.     During  the  five  months  past,  3  of 

which  have  been  winter  ponths,  the  payments  on 

account  of  this  could  not  have  been  large.    In  his 

report  of  December  24,  1851,  Mr.  Loder  stated  that 

the  double  track  could  be  built  for  $10,000  per 

mile.    He  now  says  he  meant  graded,  (which  we 

think  we  shall  show  he  did  not.)    But  the  differ- 
ence is  entirely  immaterial,  and  does  not  affect  the 

general  result.    To  say  that  $400,000  have  been 

paid  out  in  double  track,  and  $200,000  for  other 

items  which  belong  to  construction  account,  since 

October  1st,  we  believe,  to  be  a  liberal  estimate.— 

What  then  has  become  of  the  $3,600,000  increase, 

for  which  no  explanation  can  be  deduced  from  the  1  form  blundering  prove  an  incompetency,  utterly 


statement  just  published  h(y  the  company  ;  are  we 
not  irresistibly  drawn  to  the  conclusion  that  the 
report  td  the  Legislature  did  not  express  the  true 
state  of  the  company's  affairs,  and  that  the  capital 
stock  a^d  debts  made  an  aggregate  of  some  $3,500,- 
000  grebier  than  the  amotuit  shown  to  be  by  the 
Treasuner.  Could  such  4n  excess  exist  without 
bis  knowledge  1  We  leaile  it  for  the  public  to  de- 
cide. 

We  hpve  already  exprelBsed  our  opinion  of  the 
transaction  in  which  monty,  borrowed  under  the 
express  k-eprcsentation  thai  no  further  sums  would 
be  want  Mi  to  accomplish  at  specific  object,  is  made 
the  basis  of  other  loans,  which  may  render  the 
previous  security  worthies*, 

With  regard  to  the  clerijjal  error  in  Mr.  Loder's 
estimate  of  1851,  of  the  co^t  of  a  double  track,  it  is 
a  mat'tei  hardly  worth  discussing.  It  is  a  mere 
trifle,  wliich,  if  admitted,  ^oes  not  affect  the  result 
in  the  si  ghtest  degree.  Blow  far  wiil  5  or  6  thou- 
sand dolars  per  mile,  for  alhundred  miles  or  so,  go 
to  account  for  the  proper  Expenditure  ot  $4,000,- 
000  ?— especially  when  only  a  small  portion  of  this 
$6,000  pier  mile  could  hav*  been  expended  in  the 
short  tinie  that  had  elapse(](  since  October.  But  to 
show  that  this  was  no  cleHcal  error,  we  copy  th? 
two  paragraphs  in  which  Ithis  unlucky  word  was 

used ; 

"To  ppy  th'is  floating  debt,  and  to  aid  in  building 
100  mile*  of  double  track  jrom  Great  Bend  west- 
ward, th  J  company  propose!  to  issue  bonds  payable 
in  ten  years,  (the  remaininig  unissued  block,  $4,- 
500,000  being  as  yet  unavailable,)  convertible  into 
stock,  and  bearing  7  per  cenft.  interest. 

The  portion  ot  double  trafck  which  the  company 
propose  tb  build  is  of  easy  grade  and  construction, 
and  can  %t  built  at  the  rate  of  about  ten  thousand 
dollars  p«r  mile  ;  and  is  ittperalively  required  by 
the  increising  business  of  the  road." 

U  the  road  were  of  <<wj/  cojistruction.  it  could 
have  beei  built  for  $10,000  per  mile.  The  word 
build  is  osed  in  the  above  |)aragraphs  three  times 
in  the  same  sense,  which  dojes  not  admit  ot  the  idea 
of  any  clerical  blunder.  If  jsuch  an  error  had  been 
made,  why  not  correct  it  ibefore  this  late  day  T 
But  this  js  a  mere  bagat^^.  Are  the  other  mis- 
takes cle'ical  .errors  1 

A  comj  arisen  is  instituted  between  the  Erie  aid 
the  Hudson  river  and  New. Haven  roads,  for  the 
purpose  if  showing  that  the  former  has  cost  less 
per  mile  than  the  latter.  This  proves  nothing. 
The  Hodion  river  road  wa>  originally  estimated 
to  cost  neirly  $60,000  per  mile,  and  a  great  deal  of 
money  hak  gone  into  it,  tor^hich  the  stockholders 
are  no  befcer  off.  The  mistakes  of  other  compa- 
nies are  n|  excuse  for  mismanagement  in  the  Erie. 
If  we  havie  shown  that  the  toad  could  have  been 
built  at  leik  than  its  present  Cost,  it  is  no  justifica- 
tion to  say  that  other  companies  are  in  the  same 
dilemma,  i  The  two  roads  cited  are  much  more 
expensive  works  than  the  E^ie,  so  that  no  compa- 
rison can  ie  properly  instituted. 

In  conclusion,  wc  ask  th^  true  friends  of  this 
road,  if  they  are  satisfied  with  the  manner  in 
which  its  pffairs  are  conducted  1  Are  they  con- 
tented to  tee  millions  upon  millions  go  into  this 
concern,  after  solemn  assurhnces  are  given  that 
no  further  sums  will  be  required  1  Do  they  not 
wish  to  se^  where  all  this  mobey  goes "?  Does  not 
a  comparispn  of  the  reports  ot  the  company  demon- 
strate incompetency  or  unfait|ifulness  somewhere  1 
if  the  seveiial  estimates  of  th<  company  have  beea 
at  the  /i>t? correct,  is  not  mistnanagement proved? 
If  they  hai^  all  been  incorrect,  does  not  such  ani- 
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unfit  for  the  superintendence  of  suchr  a  vast  work^^)er,  a  brass  and  iron,  a  brass' and  battery,  and  a 


a«  the  Erie  1  One  horn  of  the  dilemma  the  man- 
agers mast  take.  From  this  there  can  be  no 
escape. 

Other  companies  tell  us  what  they  have  done, 
and  are  doing,  and  why  should  not  the  Erie  ?  The 
public  will  demand  the  vouchers  for  the  enormous 
sums  that  have  gone  into  this  road.  They  will  be 
content  no  longer  with  general  statements,  which 
only  mislead.  Let  us  have  details.  Tell  us,  gen- 
tlemen, how  many  cubic  yards  of  earth  have  been 
moved,  how  many  feet  of  masonry  and  bridging 
have  been  constructed ;  how  much  rock  has  beer 
excavated,  and  so  on  :  and  thenvre  can  tell  whether 
the  sums  received  have  been  needed  for  construc- 
tion or  not.  You  have  all  these  matters  before 
you.  A  few  dollars  will  copy  and  print  all.  Shall 
we  have  these  data  1  The  managers  of  the  road 
may  rest  assured,  that  the  spirit  of  enquiry  now 
aroused  will  not  be  silenced  with  any  other  answer. 


Influence  of  Railroads  upon  Property.* 

The  recent  report  of  the  Naugatuck  railroad 
company,  presents  some  very  interesting  statistics 
showing  the  effect  of  railroads  in  stimnlating  the 
business,  and  promoting  the  prosperity  of  the  dis- 
tricts traversed  by  them.    We  copy  as  follows : 

The  effect  of  the  construction  of  yonr  road  upon 
the  interests  of  the  section  of  country  through  which 
it  passes,  has  been  astonishing;  probably  more  so 
than  the  construction  of  any  other  railroad  in  New 
England.  As  it  may  be  of  interest  to  the  proprie- 
tors of  the  Naugatuck  railroad,  to  knoW  to  what  an 
extent  they  have  benefitted  the  communities  lying 
upon  ihe  line  of  their  rt)ad,  and  what  are  the  pro<;- 
pects  of  increased  business  to  the  company  for  the 
future,  irmay  not  be  improper  to  give  at  this  time 
some  statistics  of  the  increase  of  the  business  in- 
terests and  value  of  property  of  the  respective  vil- 
lages and  towns  along  the  line. 

Also  doing  this  we  will  commence  with  Derby 
Station,  which  comprises  Birmingham  and  Derby 
Narrows,  one  village  in  fact,  as  they  are  merely 
separated  by  the  Naugatuck  river,  whibh  is  rrossed 
by  abridge.  This  station  is  14  miles  from  Bridge- 
port, the  Southern  terminus  of  the  road.  Here 
there  have  been,  within  the  past  year,  erected  and 
put  in  process  of  erecgion,  forty-four  dwellings  and 
stores,  two  school  houses,  and  large  additions  mad*' 
to  the  Iron  Foundry,  the  Pin  Factory,  and  to  the 
establishment  of  the  Derby  Building  company.  A 
large  addition  is  also  contracted  for  to  the  Birming- 
ham Iron  and  Steel  works,  involving  the  erection 
of  a  large  steam  engine  of  ."^OO  horse  power.  The 
Roman  Catholic  church  at  Birmingham  has  been 
doubled  in  size,  and  an  a^ldition  to  the  Episcopal 
church,  involving  an  expenditure  ot  several  thou- 
sand dollars  is  on  foot.  The  entire  water-p>ower  of 
this  place,  at  present  improved  for  use,  is  alreadv 
fully  occupied,  but  a  removal  of  the  Copper  works 
from  Birminuham  to  Ansonia,  is  contemplated,  anH 
it  is  estimated  by  the  citizens  of  Birmineham.  thai 
a  judicious  appropriation  of  the  water-power  which 
will  thus  be  vacated,  to  the  use  of  the  nlace,  will 
nearly  double  its  present  population.  This  place 
has  also  an  immense  water-power,  not  as  yet  im 
proved  for  use,  which  is  equal  in  capacity  to  one- 
half  of  that  of  the  city  of  Lowell,  and  consists  of 
twenty-five  feet  fall  of  the  whole  flousatonic  river. 
When  we  take  into  consideration,  that  this  power 
is  located  at  navigable  water,  only  eighty  miles  by 
water  from  the  ci'y  of  New  York,  it  is  impossible 
to  estimate  its  effect  upon  the  growth  of  Birming- 
ham. 

The  increased  value  of  real  estate,  at  this  station. 
has  been  in  Birmingham,  for  village  property  40 
per  centum,  in  Derby  Narrows,  for  property  of  tht 
same  description  30  per  centum,  and  for  farm  land^ 
in  both  places,  15  per  centum,  since  the  construe 
tion  of  the  Naugatuck  railroad. 

The  next  station  above  Derby  is  Ansonia,  six- 
teen miles  from  Bridgeport.  Ac  this  station  there 
have  been  erected,  and  put  in  process  of  erection 
daring  the  past  year,  68  dwelling  houses,  a  large 
gchoolhoase,  a  clock,  a  car-spring,  two  India  Rab- 


"■ash  and  blind  factories.  At  this  station  only  about 
two-tbirds  of  the  permanent  water-power  is  em 
ployed  as  yet.  The  whole  power  here  consists  ol 
^2  feet  head  and  fall  of  the  Naugatuck  river.  The 
increased  value  of  real  estate  here,  since  the  con- 
nrvction  of  the  road  is  100  to  500  per  centum. 

The  next  station  above  Ansonia  isSeymour,  for- 
TnerlyHuraphreysville,  situated  about  twenty  miles 
from  Bridgeport.  There  were  here,  previous  to 
he  construction  of  the  railroad,  one  tool,  two  augur, 
me  axe,  one  cotton  and  three  paper  manufactories; 
me  grist  mill,  one  tannery,  six  small  stores  and 
hree  or  four  mechanic  shops;  the  whole  employ- 
ing about  one  hundred  and  forty  hands,  and  manu- 
facturing goods  to  the  amount  of  about  S200,000. 
There  are  now  one  tool  manufactory  using  two 
large  shops,  one  copper-rolling  mill,  (one  of  the 
largest  in  the  United  States,)  one  car  manufactory 
with  six  large  shops,  one  foundry,  one  forge  ham- 
noer  shop,  one  power-loom  silk  factory,  three  paper 
manufactories,  three  augur  manufactories,  one  axe 
factory,  eight  stores,  and  six  or  eight  mechanic 
■ihops;  the  whole  employing  about  450  hands  and 
manufacturing  goods  to  the  amount  of  $1,400,000 
to  81,500,000. 

The  sales  of  the  stores  before  the  construction  of 
'he  road  were  about  S60  000,  they  now  amount  to 
$120,000.  The  number'of  buildings  has  doubled 
since  the  construction  of  the  road,  and  the  value  of 
real  estate  has  increased  about  75  per  centum.  Not 
over  one-half  of  the  available  water-power  of  this 
olace  is  now  used.  Since  the  commencement  of 
the  road  a  bank  has  been  established,  and  three 
churches  erected.  The  population  has  increased 
about  75  per  cent.  The  establishments  at  this 
place  will  probably  consume  during  the  current 
year,  5  000  tons  of  anthracite  coal.  1,300  tons  of  pig 
iron,  1,800  tons  of  bar  iron,  1.000  tons  of  copper, 
700,000  feet  of  hard  timber,  700,000  feet  of  pine 
lumber,  and  a  large  quantity  of  rags,  brick,  build- 
ing materials,  merchandize,  etc. 

At  Naugatuck,  the  next  station  north  of  Seymour, 
twenty-seven  miles  from  Bridgeport,  the  increase 
in  business,  population,  and  value  of  real  estate 
has  been  large,  but  as  no  statement  has  been  re- 
ceived from  any  ol  the  citizens  of  the  place,  it  is 
impossible  to  give  the  particulars  with  accuracy 
ft  is  sufficient  to  say,  that  the  tonnage  of  this  place 
has  more  than  doubled  since  the  commencement  of 
the  road,  and  is  now  about  fiye  thousand  tons. 

Waterbury,  the  next  station  above  Naugatuck, 
is  situated  about  thirty-two  miles  from  Bridgeport. 
This  is  the  most  flourishing  town  in  the  Nauga- 
'uck  valley,  and  probably  in  the  State.  There  have 
been  erected  at  this  place  during  the  last  three 
years  450  to  500  houses;  there  have  been  estab- 
lished and  organized  in  the  last  two  years  21  man- 
ufacturing e.«tablishmentt,,  with  an  aggregate  cap- 
ital of  81,110,000,  and  more  soon  will  be.  Com- 
panies have  been  organized  during  the  same  period 
for  the  purpose  of  business  foreign  to  the  place 
with  an  aggregate  capital  of  from  $400,000,  to 
$500,000.  The  mercantile  business  of  the  place 
has  nearly  quadrupled  since  the  construction  of  the 
railroad,  and  is  about  $500,000  per  annum.  A 
Hank  has  been  established  here  during  this  time 
with  a  capital  of  SSIO.OOO,  two  first  class  hotels 
have  been  erected  ;  a  high  school  has  been  estab- 
lished at  a  cost  of  815,000.  Real  estate  has  ad- 
vanced from  100  to  500  per  centum,  and  in  the  vi- 
cinity of  the  railroad  it  has  advanced  in  a  much 
higher  proportion.  The  citizens  of  Waterbury  as 
a  class  or  community,  are  men  of  greatly  enlarged 
views,  and  the  most  energetic  and  enterprising  in 
ihe  State.  All  their  undertakings  have  therefore 
been  highly  successful. 

The  next  station  Waterville,  is  situated  about 
three  miles  north  of  Waterbury  station,  and  thirty- 
five  from  Bridgeport.  An  extensive  pocket  cutlery 
establishment  is  located  in  this  place,  which  has 
been  more  successful  than  any  other  in  the  Union. 
The  number  ot  buildings  has  been  doubled  here 
since  the  road  has  been  constructed,  an  Episcopal 
Church  has  been  erected,  and  real  estate  has  in- 
creased in  value,  100  per  centum. 

Plymouth,  the  next  station  north  of  Waterville, 
is  forty-one  miles  from  Bridgeport.  Previous  to 
the  construction  of  the  road,  there  were  here,  the 
extensive  and  well  known  clock  and  cotton  facto- 
ries of  Messrs.  S.  Thomas  A  Son,  and  ten  other 


manufactories  of  woolen'goods,  clocks,  locks,  &c., 
and  the  business  of  the  town  was  about  four  thou- 
sand tons.  The  manufacturing  of  the  place  has 
increased  since  that  time,  about  50  per  centum. 
The  assessors  estimate  the  increased  value  of  real 
estate  about  50  per  centum,  since  the  construction 
of  the  road,  but  others  in  the  place  estimate  the  in- 
crease somewhat  less.  There  is  at  this  place,  a 
tendency  to  increased  activity  and  enterprize  in 
manufacturing,  and  several  projects  for  manufac« 
curing  corporations  are  on  foot.  Several  dwellings 
are  to  be  erected  thecomingseason.  There  is  about 
150  horse  power  of  water-power,  unoccupied  at 
this  place. 

Camp's  Mills  station  is  about  forty-seven  miles 
from  Bridgeport,  There  is  a  fine  water  power  at 
this  place,  comparatively  unoccupied,  consisting 
of  about  thirty  feet  head  and  fall  of  the  whole 
Naugatuck  riyer,  which  will  probably  be  occupied 
the  coming  year.  As  this  is  a  small  station,  and 
yielding  to  the  road  timber  transportation  princi- 
pally, it  has  not  been  considered  worth  while  to 
collect  any  statistics  in  regard  to  it.  It  is  more 
than  possible  howeyer  ere  the  next  annual  report 
is  issued,  that  it  will  be  a  flourishing  manufactur- 
ing town. 

Litchfield  station  is  forty-nine  miles  from  Bridge- 
port. The  town  of  Litchfield  is  situated  about 
four  miles  west  of  the  station  house,  and  is  one  of 
the  largest  and  wealthiest  towns  in  the  interior  of 
the  State.  There  were  in  Litchfield  four  carriage 
factories,  one  paper  mill,  and  one  satinet  factory, 
previous  to  the  opening  of  the  road.  Since  that 
time  the  business  of  all  these  has  been  much  in- 
creased and  a  large  papier  mache  and  clock  facto- 
ry has  been  established,  and  another  large  carriage 
establishment  is  in  process  of  erection.  There 
have  also  been  erected  two  Churches.  The  value 
of  real  estate  is  estimated  by  different  citizens  of 
that  place,  to  have  increased  since  the  road  was 
constructed  from  10  to  20  per  centum.  The  im- 
petus given  to  towns  in  the  immediate  vicinity  of 
the  road,  has  not  been  felt  to  the  same  extent  in 
this  place  owing  to  its  distance  therefrom. 

"Wolcottville  is  the  next  station  north  of  Litch- 
field, and  is  filty-two  miles  distant  from  Bridgeport. 
At  this  station  there  have  been  erected,  daring  the 
past  year,  thirty-five  dwellings  and  ten  manufac- 
turing establishments  and  stores.  The  new  manu- 
tacturing  esiablishmeuis  are  a  papier-machie,  a 
carriage,  a  hardware,  a  sawing  and  planing,  a 
scyth-j,  a  woolen  knitting,  and  a  lock  manufactory ; 
also  a  tannery.  The  increased  value  of  real  es- 
tate at  this  place  is  estimated  by  its  citizens  at  75 
to  100  per  centum.  There  is  here  about  800  horse 
power,  of  available  water  power,  unoccupied. 
There  is  a  strong  tendency,  at  this  place,  to  an 
increase  in  manufacturing  business.  The  tonnage 
uf  this  place  previous  to  the  construction  ot  the 
road  was  3,200  tons. 

Burrville,  the  next  station  north  of  Wolcottville, 
is  a  small  station,  and  no  statistical  information 
has  been  solicited  in  relation  to  it.  It  furnishes 
considerable  timber  and  brick,  and  very  large 
quantities  of  cheese  and  other, agricultural  produc- 
tions, for  transportation  over  the  road,  and  has  one 
cannery  of  considerable  magnitude.  Two  of  the 
wealthiest  mercantile  establishments  in  Litchfield 
county  are  served  by  this  station. 

Winsted,  the  northern  terminus  of  the  road,  is 
sixty-two  miles  from  Bridgeport.  The  additional 
manufacturing  capital  invested  here  since  the 
opening  ol  the  road,  is  about  $160,000,  and  over 
one  hundred  bc^ildings  have  been  erected  during 
the  same  period,  and  from  forty  to  fifty  more  arc 
under  contract  tor  erection  at  the  present  time; 
among  the  latter  is  a  large  hotel,  for  the  accommo- 
dation of  New  York  and  other  yisiters,  to  contain 
over  one  hundred  rooms;  this  is  to  be  a  first  class 
establishment.  This  apparently  large  increase  of 
tenements  has  been  made,  without  in  the  least  di- 
minishing the  demands  arising  from  accessions 
to  itie  population.  Among  other  manufacturing 
establishments,  there  have  been  set  up,  since  the 
opening  of  the  railroad,  a  tannery,  of  the  largest 
producing  capacity  in  the  state,  (being  one  hun- 
dred and  forty  feet  long,  and  lour  stories  high  )  a 
cutlery  establishment  ot  nearly  equal  dimensions, 
a  large  machine  shop,  a  coach  axle  establishment, 
an  establishment  for  making  planters'  hoes,  and 
establishments  for  making  augers,  planes,  and 
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carpenters'  tools,  pins,  shovels  and  tongs,  sashes 
and  blinds.  The  other  branches  of  manufacturing 
existing  previous  to  the  building  of  the  railroad, 
have  also  been  much  increased.  Real  estate  has 
increased  in  value  here  from  75  to  100  per  centum. 
The  manufacturing  of  Winsted  is  to  be  increased 
during  the  present  year,  more  than  ever  before.  At 
this  place  there  is  the  most  permanent  water  power 
in  the  state,  which  is  furnished  by  a  succession  of 
lakes  of  great  extent,  at  a  great  altitude  above  the 
town.  A  large  portion  of  this  power  is  unoccu- 
pied, and  what  is  already  used  may  be  so  econo- 
mized as  to  nearly  double  its  efficiency.  There  is 
also  extensive  water  power  on  other  streams  of 
great  value,  still  unoccupied.  As  this  place  is  the 
northern  terminus  of  the  road,  it  enjoys  a  flourish- 
ing mercantile  trade,  which  is  rapidly  increasing. 

In  view  of  these  statistical  facts,  it  may  be  rea- 
sonably presumed,  that  the  increase  of  business 
upon  your  road  will  go  on  without  interruption  for 
years  to  come,  as  it  has  ever  done  since  its  con- 
struction. 

While  such  has  been  the  influence  of  this  road 
in  developing  the  resources  of  the  country  tra- 
versed, its  receipts  have  been  nearlv  doubled  since, 
its  opening  in  1849,  and  were  last  year  nearly 
equal  to  a  net  revenue  of  ten  per  cent,  upon  its 
capital  stock,  after  deducting  interest  on  its 
funded  debt.  We  believe  the  above  not  to  be  an 
exaggerated  picture  of  what  the  average  of  our 
railroads  effect  for  the  districts  traversed  by  them. 

The  road  is  62  miles  long,  and  cost  $1,366,000, 
as  follows: 

Stock $926,000 

Funded  debt 440,000 

1,366,000 

Gross  revenue  for  the  past  year 210,984 

Net        "  "        "        "    115,781 

Bellefontalne  and  Indiana  Railroad* 

FIFTH  ANNUAL  REPORT. 

At  the  date  of  our  last  annual  report,  it  was  an- 
ticipated that  our  entire  line  could  be  opened  for 
business  at  the  beginning  of  this  year.  Several 
unexpected  circumstances  have  conspired  to  retard 
our  operations  and  defer  the  completion  of  the  track 
for  a  few  months  ;  chief  among  these  were  great 
delays  in  shipping  the  iron  from  Europe.  There 
was  also  an  unusual  scarcity  of  laborers,  and  the 
sudden  breaking  out  of  the  cholera  among  the 
hands  on  the  Deep  Cut  west  of  Sidney,  drove  off 
our  force  from  that  important  work  for  some  four 
or  five  weeks  during  the  best  working  season  of  the 
year.  Notwithstanding  these  drawbacks  and  im- 
pediments, we  shall  succeed  in  opening  the  entire 
line  within  three  years  from  the  period  of  the  ftrst 
letting  in  May,  1850.  I  congratulate  you.  then, 
upon  the  approaching  completion  of  this  import- 
ant Vne  ol  road,  and  upoo  the  prospect  of  its  entire 
succl^ss. 

The  graduation  and  track-laying  were  comple- 
ted between  Galion  and  Marion,  a  distance  of  20j 
miles,  in  August  last,  and  since  the  17th  of  that 
month,  a  mixed  freight  and  passenger  train  has 
been  run  daily,  with  great  regularity,  and  without 
accident.  The  business  has  of  course  been  entire- 
ly local,  gathered  from  a  portion  only  of  the  single 
county  of  Marion,  has  been  carried  on  for  so  short 
a  period  and  with  an  equipment  so  entirely  inade- 
quate to  its  full  developments,  as  to  furnish  but  little 
indication  of  its  ultincate  amount  and  value.  But 
even  under  these  unfavorable  circumstances,  the 
income  of  this  short  section  of  the  road  has  con- 
siderably exceeded  the  running  expenses.  For  the 
details  of  this  business,  I  refer  to  this  subject  now 
merely  as  a  part  of  the  history  of  our  progress.  In 
this  connection,  I  would  remark,  that  our  predic- 
tion of  last  year  respecting  the  completion  of  a 
continuous  railroad  along  the  southern  shore  of 
Lake  Erie, -from  Buffalo  and  Dunkirk  to  Cleve- 
land, has  been  fully  verified.  And  even  without 
the  through  business  anticipated  from  the  opening 
of  our  line,  these  Lake  Shore  roads  are  tasked  to 
the  utmost  capacity  of  their  rolling  stock.  By 
means  of  these  roads,  we  have  a  direct  connection 
with  the  city  of  New  York,  the  great  commercial 


emporium  of  this  continent,  ana   with  New  Eng-: 
land,  the  great  produce  market  of  this  country.         i 

The  Indianapolis  and  Belletontaine  road  in  In-  j 
diana,  will  be  opened  in  a  few  days  to  the  State  i 
line  at  our  western  terminus.    While  we  give  our  I 
Indiana  friends  all  credit  for  their  perseverance  and  j 
success,  we  should  at  the  same  time  bear  in  mi^d  i 
that  our  road,  of  greater  length  and  more  difficlilt  i 
construction,  was  not  commenced  for  more  than  a  I 
vear  after  theirs.    The   Ohio  and  Pennsylvania  i 
railroad,  which  was  opened  in  May  last  as  far  as  i 
Massilon,  has  since  been  extended  to  Wooster,  133 1 
miles  from  Pittsburgh.  The  officers  of  that  compa-  j 
ay  anticipate  its  completion  to  the  junction  with  the  I 
Cleveland,  Columbus  and  Cincinnati  railroad,  dur- 1 
iug  the  month  of  March  next,  when  we  shall  have 
a  continuous  railroad  communication  by  that  route, 
with  Pittsburgh,  Philadelphia,  and  Baltimore.   To 
render  our  connection  with  the  Ohio  and  Pennsyl- 
vania railroad  complete,  it  will  be  necessary  to 
construct  a  connecting  track  from  Crestline  to  Gal- 
ion, four  miles,  which  it  is  understood  between  the 
officers  of  the  two  companies,  will  be  constructed 
the  ensuing  sprin?  and  summer.    A  junction  be- 
tween the  Ohio  and  Pennnsylvania  and  Pennsyl- 
vania railroads  by  a  track  across  the  Allegheny 
river,  and  the  completion  of  the  new  track  over  the 
Allegheny   Mountains,  avoiding  all  the  inclined 
planes,  will  perfect  this  route  to  Philadelphia  and 
the  other  Eastern  cities.    Thus  the  two  great  lines 
of  road  from  Philadelphia  and  Baltimore  on  the 
one  hand,  and  New  York  and  Boston  on  the  otner, 
will  converge  together  at  Galion,  and  thence  pass 
united  over  our  road,  and  its  western  connections, 
through  Indianapolis  and  Terre  Haute,  to  St.  Louis, 
the   great   commercial  center   of  the   Mississippi 
Valley.     These  entire  lines  will  be  complete  as  far 
west  ajt  Terre  Haute  in  the  spring,  and  in  eighteen 
months  from  that   time   will  extend  to  St.  Louis, 
where  they  will  connect  with  several  hundred  miles 
more  of  finished  roads  running  through  Missouri. 
,  About  one  month  since,  our  track  was  completed 
between  Bellefontaine  and  Sidney,  a  distance  of 
22i  miles,  and  the  contractors  are  now  putting  on 
the  gravel  ballasting.    The  grading  between  Mar- 
ion and  Bellefontaine,  and  from  Sidney,  westward, 
is  so  far  advanced  as  to  permit  the  track-layers  to 
proceed  regularly,  and  they   are  now  engaged  in 
laying  track  westward  from   Marion  and  easiwara 
from  Bellefontaine.    In  a  short  time  they  will  re- 
sume  the  track-laying   through   the  deep  cut  and 
proceed  westward  from  Sidney.    This  is  a  depar- 
ture from  the  plan  of  procedure  previously  marked 
out,  (which  was  to  complete  the  track  from  Belle- 
fontaine to  the  State  line  first)  j  but  the  non-arrival 
of  the  iron   has  forced  this  change  upon  us,  and 
upon  the  whole  I  believe  it  will  work  but  little  if 
any  injury. 

According  to  the  report  of  the  chief  engineer,  the 
total  amount  required  to  finish  the  grading,  mason- 
ry and  bridging  on  the  entire  line,  is  S56,723  42. 

The  arrangements  of  the  cross-tie  contracts  are 
such  as  will  ensure  their  delivery  along  the  line  as 
they  may  be  needed  by  the  track-layers.  Enough 
iron  has  arrived  in  the  United  States  to  lay  the 
main  line  and  the  necessary  turn-outs.  A  portion 
of  it  arrived  at  Toledo  at  so  late  a  period  in  the 
Fall,  as  to  prevent  its  shipment  by  the  Miami  and 
Erie  Canal  to  our  line,  and  I  ordered  it  re-shipped 
to  Cleveland,  from  which  point  it  is  now  being  de- 
livered by  railroad.  There  is  still  a  considerable 
quautity  remaining  at  Toledo,  which  could  not  be 
got  off  before  the  close  of  navigation  on  the  Lake, 
and  we  shall  probably  transport  it  by  railway  to  our 
line  during  the  present  winter.  Some  2,000  tons 
arrived  at  New  York  at  so  late  a  period,  as  to 
prevent  its  being  sent  forward  before  the  close  ot 
navigation,  and  we  expect  to  have  this  sent  for- 
ward by  the  New  York  and  Erie  railroad  this  win- 
ter. The  contract  for  the  iron  last  purchased,  (ten 
thousand  ton),  was  closed  at  the  most  lavorat)le 
time,  when  iron  was  selling  at  the  lowest  rates; 
and  notwithstanding  the  failure  of  the  manufactur- 
ers to  send  it  forward  as  early  as  Called  for  by  the 
contracts,  thus  occasioning  us  large  additional 
charges  for  transportation  between  New  York  and 
the  Lake  ports,  and  the  delay  of  several  months  in 
laying  down  some  portions  of  our  track,  still  we 
must  regard  ourselves  as  exceedingly  fortunate,  as 
the  additional  cost  of  that  amount  of  iron,  were  it 
now  to  be  purchased,  would  exceed  8300,000.   The 


rise  in  the  ^rice  of  iron,  has  afiSected  us  to  some 
extent  also  m  consequence  of  the  increase  of  duties 
which  are  levied,  nut  upon  the  value  when  par- 
chased,  but  bn  the  value  in  the  British  markets  at 
the  time  of  ihipment.  Theddlay  in  shipping  from 
England  anl  Wales,  has  therefore  adde.i  consider- 
ably to  the  calculated  cost  of  tne  iron  when  deliv- 
ered, added  to  all  of  which,  islseveral  month's  bu- 
siness on  th  :  entire  line  of  the]  road.  Of  the  10,000 
tons  referrea  to,  5,000  were  rolBed  on  the  compound 
rail  pattern,  as  patented  by  John  F.  Winslow,  E^'q., 
and  they  wejre  manufactured  bnder  his  immediate 
direction,  at  the  Chiliington  lion  Works,  in  Staf- 
fordshire, Epglacd,  being  the  first  of  the  kind  made 
in  Europe.  iThe  remaining  B,000  tons  are  of  the 
solid  T  rail^attem,  and  were  |manufacturcd  at  the 
Et>erbale  'Works,  in  Wales.  jThe  spikes  for  the 
entire  line  were  made  at  the  .AJIbany  Iron  Works, 
in  Troy,  N.  Y.  We  have  boen  fortunate  in  ob- 
taining materials  of  the  best  kiind  and  quality,  at 
these  several  establishmen*s.  i  I  would  have  con- 
tracted for  a  larger  quantity  olt  the  compound  rail, 
but  for  the  apprehension  that  it  could  not  be  manu- 
factured in  t  ime.  The  track  llaid  with  the  com- 
pound rail,  s  superior  to  anyjtrack  which  can  be 
laid  with  ih  >  ordinary  lail.  Although  it  costs  some 
thing  more  in  the  first  instance,  the  difference  will 
soon  be  compensated  by  the  saving  in  chairs 
(which  are  Entirely  dispensea  ^iih)  in  the  wear  and 
tear  of  macninery  and  in  the  ton  of  repairs  on  the 
road;  it  is  besides  a  safer  rail  |o  run  on  and  much 
more  pleasant  for  passengers.  1  1  trust  the  time  is 
not  far  distant  when  the  compound  rail  will  be  in- 
troduced onlall  our  most  impdrtant  thoroughfares. 
The  chiefi  engineer  nas  ma()e  a  revisea  estimate 
of  the  cost  of  the  line,  with  grfivel  ballasting  com- 
plete, including  right  of  way, 
ing,  ordinary  expenses  and  contingencies,  and  five 
mile  of  sideftrack —     . 


Amounting  I 
Depot  grou^ 
tions,  anc' 
20  locomoti^ 
306  cars. 


ds,  buildings, 
machinery, 
es 


waer  sta- 


Totil  estimated  cost. 


.»1,542,I82  74 

90  000  00 
160,000  00 
194.500  00 


....$1,986,682  74 

This  estimate  includes  10  mjore  locomotives,  and 
111  more  eight-wheeled  cars,  |ihan  were  estimated 
in  our  repofis  of  1851 ;  adding  8155  500  more  to 
the  rolling  ^tock,  and  S20.00d  more  set  down  for 
depots  and  ipachinery.  The  estimated  cost  ot  the 
road  thus  ec^uipped  is  S16.836'per  mile. 

The  locoitiotives  and  cars  pre  of  the  latest  and 
most  approvled  patterns,  constructed  of  good  ma- 
terials, and  tn  the  best  manner.  The  report  of  the 
superintendent  presents  further  details  respecting 
these  items.! 

Accordin;^  to  a  statement  recently  received  from 
the  Hon.  Oi  H.  Smith,  president  of  the  Indianap- 
olisand  Bellefontaine  railroad^  there  are  sow  com- 
pleted and  rbnning  into  the  unfion  track  at  Indian* 
apolis,  488  miles,  from  nine  different  railroads, 
and  318  milJFS  more  in  the  cotlrse  of  construction, 
and  soon  to  be  completed,  without  including  the 
central  roadbein^  built  to  Richmond,  and  the  con- 
templated rdad  to  Springfield,  Illinois,  which  would 
swell  the  length  ot  roads  coistructed  and  brin^ 
constructed  |nio  Indianapolis,  ko  over  1100  miles. 

The  bulk  I  of  the  business  Accumulating  at  In- 
dianapolis fl'om  all  quarters  Of  the  rich  agricul- 
tural state  of  Indiana,  destiaed  for  the  eastern 
markets,  will  se^  an  outlet  tirough  this  line  the 
moment  our;  road  is  opened.  When  we  recur  to 
this  fact,  cotipled  with  the  facilities  our  line  will 
furnish  lor  4heap  and  convenient  intercommuni- 
cation betweien  the  fertile  regions  of  the  west  and 
the  great  markets  of  the  east,  we  must  anticipate 
a  crowded  bfisiness  over  our  rOad  almost  from  the 
coiumencemlent.  In  view  of  this,  and  of  tlie  ad- 
vanced state  of  agriculture,  and  the  other  leading 
branches  of  industry  along  theline,and  of  the  fact, 
that  all  the  roads  in  the  west  [have  been  short  of 
machinery  and  other  facilities  to  transact  the 
business  offered  to  them  the  past  year — we  have 
made  the  additions  mentioned  to  our  machinery 
and  equipments,  and  we  now  think  we  have  made 
sufficiently  liberal  provisions  tp  transact  the  busi- 
ness that  may  be  otl'ered  to  u».  We  now  have, 
delivered  an^  contracted  for,  ^  locomotives,  100 
gravel  cars,  1 105  house  cars,  |0  platform  car^,  6 
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post  office  and  baggage  cais,  10  passenger  cars, 
and  45  stock  cars,  makihs^  an  aggregate  of  306— 
all  with  eight  wheels,  except  the  gravel  cars. 
AdditioDal  rolling  stock  will  be  provided  to  meet 
the  demand  for  its  employment. 

During  the  past  summer  we  have  purchased,  in 
addition  to  what  the  company  held  before,  the  re- 
quisite grounds  lor  depots,  dec,  at  the  different 
stations  where  additions  were  required. 

For  a  more  detailed  aecount  ol  the  track  and  of 
the  arrangements  made  lor  temporary  depots,  wa- 
ter stations,  &c.,  I  refer  you  to  the  accompanying 
report  of  the  chief  engineer,  to  which  I  invite  your 
special  attention,  replete,  as  is  every  thing  coming 
from  his  pen,  with  useful  information,  i 

The  Dayton  and  Michigan  railroad  is,  I  learn, 
very  nearly  completed  Irom  Dayton  to  Troy,  20 
miles,  and  its  friends  express  their  determination 
to  extend  it  to  Sidney  this  year.  This  road  will 
open  a  very  short  and  direct  connection  between 
Sidney  and  Cincinnati,  a  distance  of  97  miles. 

The  Owl  creek  valley  railroad  company  have 
surveyed  their  line  from  Marion  to  Mount  Vernon, 
and  express  their  determination  of  commencing 
work  on  the  line  the  ensuing  spring.  This  road 
will  open  a  very  short  and  direct  connection  with 
the  nourishing  manufacturing  town  ot  Mt.  Vernon, 
with  Steubenville,  Wheeling,  the  Muskingum 
valley,  abounding  in  salt  and  coal,  and  with  all 
southeastern  Ohio. 

We  have  made  a  satisfactory  arrangement  with 
the  Cleveland,  Columbus  and  Cincinnati,  and  the 
Jndianapolis  and  Bellefontaine  railroad conopanies, 
for  the  formation  of  a  through  line  for  passengers 
and  freight  between  Indianapolis  and  Cleveland; 
and  we  have  assurances  of  an  equally  satisfactory 
arrangement  with  the  Ohio  and  Pennsylvania 
company. 

At  the  Indiana  line,  you  are  doubtless  aware, 
there  is  a  change  of  gauge,  from  4  feet  10  inches 
to  4  feet  8j  inches.  We  are  now  having^  baggage 
car  constructed  at  Cincinnati,  under  the  direction 
of  G.  E.  Sellers,  Esq.,  arranged  on  a  plan  of  his 
invention,  to  run  on  both  gauges.  Should  it  work 
as  well  as  he  anticipates,  we  shall  have  a  number 
of  freight  cars  built  on  the  same  plan,  so  that  the 
cars  may  run  through  from  Cleaveland  to  Indian- 
apolis. I  feel  quite  confident  that  this  plan  of  con- 
structing cars,  with  the  shifting  wheels,  will  prove 
successful,  and  thus  obviate  the  inconveniences 
attending  a  change  of  guages  on  all  the  railroads 
tines  ot  the  country. 

At  Bellefontaine,  our  line  crosses  and  conneots 
■with  the  Mad  river  and  Lake  Erie  railroad,  and 
the  officers  of  that  company  have  given  assurances 
of  a  disposition  to  enter  into  arrangements  for 
the  proper  transfer  of  business  between  th«  two 
roads. 

Should  the  weather  prove  any  way  favorable 
during  the  residue  of  the  winter,  and  no  extraordi- 
nary delay  occur  in  the  transportation  of  the  iron 
yet  remaining  in  New  York,  we  expect  to.open  the 
entire  line  early  in  May  next,  so  as  to  be  ready  for 
regular  transportation  some  time  during  that 
month. 

Having,  in  our  last  annual  report,  entered  very 
fully  into  the  subject  of  our  various  railroad  con- 
cections,  east  and  west,  north  and  south,  and 
pointed  out  the  commanding  position  of  this  line, 
with  respect  to  the  immense  commerce  which  must 
forever  flow  between  the  east  and  west  through  this 
channel,  1  do  not  deem  it  expedient  or  necessary, 
at  tbid  time,  to  go  into  any  details  upon  these  sub- 
jects. But  every  day's  experience  since  tends  to 
confirm  the  views  then  expressed,  and  to  show  that 
the  future  practical  results  will,  in  all  probability, 
exceed  any  calculations  which  might  now  appear 
reasonable. 


The  magnificent  project  of  spanning  the  St.  Law- 
Knee  river  by  a  tubular  bridge,  similar  to  that 
erected  over  the  Menai  Straits  by  Stephenson,  is 
likely  to  be  one  of  the  triumphs  of  modem  science 
and  mechanics.  The  following  particulars  in  re- 
lation to  the  proposed  bridge  are  faroished  by  a 
Canada  paper  :  .   -,   i..  I 

The  bridge  it  is  calculated  will  cost  ^el, 350,000 : 
its  greatest  spAO,  over  the  deep  channel  of  the  riv- 


er, is  to  be  360  feet  in  length,  and  the  carriage-way 
will  be  100  feet  above  high  water  level.  As  the  far- 
tamed  Britannia  Bridge,  over  the  Menai  Straits, 
consisting  of  four  spans — two  in  the  center  being 
4<i0  feet  each  in  length,  and  those  next  the  shores 
230  feet  feach — its  carriage-way  being  102  feet 
above  the  high  water  line,  only  cost  i;60 1,865  ster- 
leng,  we  take  it  for  granted  the  much  increased  es- 
timated cost  of  the  proposed  bridge  across  the  St. 
Lawrence  is  attributable  to  the  great  expense  of 
constructing,  over  the  land  and  shallow-water,  the 
approaches  to  what  may  be  called  the  bridge  pro- 
per. It  will  be  observed  that  the  Britannia  Bridge, 
from  land  to  land,  is  only  1380  feet  in  length — or 
little  over  a  quarter  of  a  mile — while  the  St.  Law- 
rence opposite  Montreal  is  nowhere  less  than  two 
miles,  from  shore  to  shore.  It  must  also  be  borne 
in  mind  that,  from  t^e  character  of  both  shores  of 
the  St.  Lawrence,  immense  embankments  will  be 
required,  at  either  end  of  the  bridge,  to  afford  suffi- 
ciently gradual  approaches,  for  railroad  purposes, 
to  the  level  of  the  bridge-track.  100  feet  above  that 
of  the  water.  If  our  information  prove  correct  re- 
specting this  projected  bridge,  when  completed,  it 
will  not  fail  to  act  as  an  irresistible  point  of  at- 
traction to  all  intelligent  travellers.  As  an  object 
of  interest,  it  will  be  inferior  only  to  the  mighty 
Falls  of  Niagara,  in  so  far  as  Art  must  yield  in 
grandeur  to  Nature  ;  for  it  will  very  far  exceed,  as 
a  triumph  of  engineering,  enterprise  and  skill,  any 
work  now  existing. 
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Rftllwajr  Extension  Into  the  City  «f  Boston. 

The  directors  of  the  Lowell  railroad  have  peti 
tioned  the  Legislature  for  authority  to  extend  their 
road  to  Traverse  street.  By  this  arrangement  the 
cars  would  cross  Causeway  street.  An  order  of 
notice  has  been  served  upon  the  city,  and  a  remon- 
strance against  the  extension  from  Henry  N.  Hoop- 
er and  o!ht;rs  was  presented  (o  the  Mayor  and  Al- 
dermen yesterday,  and  properly  referred. 

The  Eastern  railroad  company  has  ordered  sur- 
ve}-s  and  estimates  to  be  made  for  an  entrance  into 
the  city  upon  an  elevation  of  about  sixteen  feet  a- 
bove  the  present  grade  of  Causeway  and  Traverse 
streets.  Should  the  plan  be  deemed  feasible,  it  is 
proposed  to  commence  an  up  grade  upon  the  new 
track  of  this  road  in  south  M%ldeD,  so  that  the  road 
can  pass  over  the  Boston  ana  Maine  road  in  Som- 
erville.  If  this  plan  is  adopted,  the  bridge  over 
Charles  river  will  be  at  an  elevation  of  about  fifteen 
feet  above  the  bridges  of  the  f^itchburg  and  Maine 
roads.  The  company  contemplate  having  a  row 
of  warehouses,  to  let  for  business  purposes  and  for 
storage,  under  the  line  of  their  road  from  Causeway 
to  Market  street.  The  Eastern  railroad  crosses  the 
Merrimac  river  at  Newburyport,  at  a  greater  ele- 
vation than  will  be  required  to  raise  ths  track  of 
the  road  over  the  streets  of  Boston  and  Somerville, 
and  the  line  of  the  Maine  road. 


Fln»ne«a  or  California. 

The  debt  of  this  state,  15th  December,  1852,  was 
as  follows : 

In  7  per  cents  of  1851 •400,918 

In  7  per  cents  of  1852 790,781 

Miscellaneous 197,214 

Total  civil  purposes $1,388,213 

12  per  cent  war  bonds  of  1851  $239,811 
7  per  cent  war  bonds  of  1852     489.650 

Unfunded 41,729 

771,990 

Total...... 2,159,203 

State  owes  to  school  fund 190,080 

Whole  iodcbtednesa $2,349,483 


The  war  debt,  it  is  expected,  will  be  ultimately 
assumed  by  the  general  government.  The  civil 
bonds  ot  1852  all  run  to  1870,  interest  payable  in 
New  York. 


Ijoniaville  and  Covini^on  RalIroad« 

The  locating  engineers  of  this  road  says  the 
Covington  Journal,  Messrs.  Noxon  and  Hudnut, 
are  progressing  on  the  lower  part  of  the  route  to 
the  entire  satisfaction  of  the  Directory.  They  have 
finished  the  profile  of  the  road  from  Little  Kentucky 
river  to  Harrod's  creek,  which  comprises  the  high- 
est grades  and  most  difficult  part,  and  it  is  highly 
encouraging.  The  survey  is  nearly  completed  from 
Louisville  to  the  mouth  of  Kentucky  river.  In  a 
few  days  Mr.  Noxon  will  begin  at  the  mouth  of  the 
Kentucky  the  survey  of  the  upper  section,  and  may 
be  expected  to  reach  Covington  in  about  a  month. 

The  work  will  be  put  under  contract  as  soon  a* 
the  location  is  made  and  prosecuted  to  completion 
with  the  utmost  vigor.  t  ;  y:  : .    , - 

Columbus,  Piqua  and  Indiana  Railroad. 

At  a  meeting  of  the  "  Columbus,  Piqua  and  In< 
diana  railroad  company,"  held  on  the  I7th  of  Feb- 
ruary last,  the  following  named  gentlemen  were 
elected  a  Board  of  Directors,  of  said  company  for 
the  ensuing  year :  M.  G.  Mitchell,  R.  Walkup,  D. 
D.  Hunter,  D.  Alexander,  S.  G.  Brecount,  J.  A. 
Bean,  Thomas  M.  Gwynne,  Erastus  Martin,  Sam- 
uel Medary,  Robt.  E.  Neil,  Wm,  DennisoD,  Jr.,  J. 
R.  Hilliard.  .         j 

Subsequently,  at  a  meeting  of  the  new  board, 
held  at  Columbus,  March  1st.,  the  following  per- 
sons were  elected  officers : 

M.  G.  Mitchell,  President ;  Wm.  Dennison,  Jr., 
Vice  President;  Wm.  Scott,  Treasurer;  J.  M. 
Ewing,  Secretary  ;  A.  G.  Conover,  Chief  Engineer. 

Railroads  In  Hlnesota. 

From  the  Minesotian  of  the  18th  ult.,  we  learn 
that  much  interest  is  now  felt  in  Minesota  upon 
the  subject  of  railroads.  It  says  that  "  before  the 
adjournment  of  the  present  Legislative  Assembly' 
charters  will  have  been  passed,  incorporating  com- 
panies to  construct  a  road  between  St.  Paul  and  St. 
Anthony  ;  from  the  Mississippi  to  Fond  du  Lac  on 
Lake  Superior :  from  St.  Paul  or  St.  Anthony  to 
the  Ohio  Una — our  part  of  the  Louisiana  and  Min- 
esota railroad ;  and  we  hope,  also,  to  announce  the 
passage  of  a  charter  looking  to  the  construction  of 
a  road  directly  across  the  State  of  Wisconsin,  to< 
wards  Milwaukee  and  Chicago," 

Fort  MTayne  and  Cincinnati  Railroad. 

A  company  was  organized  at  Winchester,  Indi- 
diana,  on  the  34th  ult.,  for  the  purpose  of  construct- 
ing a  railroad  from  Fort  Wayne  to  Cincinnati,  and 
the  following  directors  elected :— William  Young, 
of  Wayne  county,  Asahel  Stone,  John  Neff,  jr., 
and  John  Mumma,  of  Randolph  county :  Anthony 
Pittman,  of  Jay  county;  Sylvanus  Church,  of 
Wells  county;  P.  P.  Bailey,  Joseph  K.  Edgerton, 
and  R.  E.  Fleming,  of  Allen  county.  P.  E.  Bailey, 
was  chosen  president,  and  E.  Gest  of  Cincinnati, 
chief  engineer. 

A  re^.olution  was  adopted  instructing  the  direc- 
tors to  connect  the  road  with  the  Four  Mile  Vallev 
railroad  and  consolidate  the  stock  and  property  of 
both  in  one  joint  company. 

MTilminKton  and  Uaooliester  Railroad. 

The  Wilmington  and  Manchester  railroad  com- 
pany has  completed  about  100  miles  of  their  line, 
about  50  miles  at  each  end.  The  entire  line  (161 
miles)  will  be  completed  and  in  operation  by  the 
1st  of  June  next.  They  now  carry  the  great 
southern  mail,  using  stage  coaches  between  the 
completed  portions.     Iron  rails  to  complete  the 
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whole  road  have  been  purchased,  and  are  on  the 
ground,  and  are  being  laid  down  as  fast  as  possi- 
ble. These  rails  were  purchased  and  paid  for  at 
very  low  prices,  at  a  cost  of  8375,000  less  than 
present  prices.  Already  a  considerable  amount  of 
cotton  has  been  transported  over  this  road. 

Wabasb  Valley  Railroad. 

The  Fort  Wayne  Times  states  that  the  stock  of 
this  road  has  been  taken,  to  the  amount  of  82,000,- 
000,  mostly  by  eastern  capitalists;  that,  in  pursu- 
ance of  an  understanding  to  that  effect,  the  present 
board  ot  directors  will  resign,  and  a  new  one  be 
elected— seven  of  whom  will  be  selected  from  the 
New  York  stockholders,  an4  six  Irom  those  along 
the  line.  Albert  S.  White,  Esq.,  the  present  presi- 
dent, is  to  be  retained. 

The  eastern  directors  will  probably  be— Hon.  A. 
Boody.of  Rochester,  Hon.E.B.  Holmes,  of  Brock- 
port,  John  A.  F.  Sandlord,  of  New  York,  (of  the 
firm  of  Sandford,  Chouteau  &  Co.,)  Isaac  C.  Col- 
ton,  of  Lockport,  (president  of  Rochester  and  Nia- 
gara falls  railroad,)  Rufus  H.  King,  of  Albany, 
Edward  Whilehouse,  of  New  York,  and  A.  D. 
Patchin,  (president  of  Patchin  bank,)  Buffalo, 

The  same  capitalists  have  also  purchased  the 
charter  of  the  Ohio  portion  of  the  work,  from 
Toledo  to  the  state  line. 


Penn.  58,  coup 104 

Kentucky 109 

Tennessee,  1990...  110| 

Virginia HI 

Georgia Ill 

California 83 

Indiana  5$ 99} 

Indiana  Sis 56} 

Illinois,  1847 92 

Illinois  Interest....  63 
The  recent   sale   ot 


Stock  and  Money  Market. 

We  have  little  change  to  note  since  our  last  is- 
sue, the  depression  in  the  fancy  stocks  continues, 
with  a  tight  money  market.  It  will  take  some  little 
time  to  remedy  the  causes  that  have  produced  the 
evils  under  which  the  market  is  suffering,  but  these 
are  fast  working  out  their  own  cure.  The  infla- 
tion which  is  in  process  of  contraction  is  local,  the 
general  condition  of  business  throughout  the  coun- 
try is  sound.  Prime  railroad  securities  are  in  ereat 
request,  there  never  was  a  better  demand  for  first 
class  Western  railroad  bonds  than  at  the  present 
time. 

The  following  were  the  earnings  of  the  Michi- 
gan Central  railroad  for  the  first  quarter  of  the  fis- 
cal year  of  the  company,  ending  February  28th,  as 
compared  with  the  same  time  last  year: 

Passengers.    Freight.     Miscel.        Total. 
1853... 59,835  47    78,104  37    4,025  00     141,964  84 
1852... 39,049  92    45,533  32      296  00      84,879  49 


20,785  55    32,571  05    3,729  00      57,085  35 
Average  increase  over  last  year,  67  per  cent. 
The  receipts  of  the  Cleveland,  Columbus  and 

Cincinnati,  and  Cleveland  and  Erie  roads  for  Feb 

ruary  were : 

C,  C.  &  Columbus  road  for  Feb.  1853.  $65,725  40 

Cleveland  <fc  Erie  road  for  Feb.  1853..      55,774  44 


Total $121,499  84 

The  receipts  of  the  C,  C.  &  C.  road  for 

Feb.  1852,  were $29,781  48 

Showing  an  increase  in  1853  of 35,943  92 

The  Cleveland  and  Erie  road  was  not  in  opera- 
tion in  February,  1852. 

The  following  staten.'ent  will  show  the  quotations 
of  the  leading  Railroad  Bonds  and  United  States 
and  Federal  Loans  dealt  in  for  Banking  purposes 
or  Foreign  Account. 


U.S.  68,  *67-'68....120 

U.  S.  6s.  -62 1164 

U.  S  6s, '56 1074 

U.S.  5s, '65 107 

New  York  5s,  '68..  107 
N.  Y.  5}s, '60  '65..11U 
N.Y.  6s, '64-'67...12l 
N.Y.  68, '60-62...  116 

Ohio  68,  '60 1094 

Ohio  68,  '75 118 

Pennsylvania  5s, . .  98 


Erie,  1868 Il8i 

Erie,  1859 I08i 

Erie,  1855 98^ 

Erie,  1871  .^ 96 

Erie,  1865 98 

Hudson,  1890 105 

Hudson,  1860 98 

Hudson,  1867 90 

Reading,  1770 93 

Reading,  1860 96} 

North  Indiana  ....  99f 


Ohio  and  Penn.  ...109 

Cincinnati  6s 103} 

St. Louis 101} 

Pittsburg 102 

Chicago 100 

San  Francisco  ....  95 
N.  Y.  Ciiy  5s.  long  105 
N.  Y.  City  6s.'58-60  100} 
Philadelphia  6s  ...107} 

Louisville 98} 

$1,000,000  ten   per  cent. 


bonds  of  the  Great  Western  railroad,  of  Illinois, 
were  made  at  par. 

The  gross  receipts  of  the  Madison  and  Indiana- 
polis railroad,  lor  the  year  ending  the  31st  Decem- 
ber, was  upwards  of  $500,000,  against  $382,40«  63, 
for  the  year  prior  thereto. 

The  public  debt  of  Pennsylvaaia  on  the  let  of 

December  was  as  follows ; 

Fanded  debt,  viz : 

I  per  cent  Loans $1,131,168  06 

5  per  cent.  Loans.... 39,1 49,437  65 
4}  per  cent. Loans...  398,200  00 
4  per  cent. Loans....       100,000  00 

Total  funded  debt.... $40,769,805  71 

Unfunded  debt,  viz : 

Relief  notes  in  circu- 
lation  $650,163  00 

Interest  on  certificates 
outstanding 54,626  47 

Interest  on  certificates 
unclaimed 4,448  38 

Interest  on  outstanding 
and  unclaimed  certi- 
ficates, when  funded.        2,594  22 

Domestic  creditors ....      43,937  59 


CITY  SPCURITIESi-BONDS. 
Brookl3m  6'8L 

Albany  6'8,  1871-1881. 
Cincinnati  6 
St.  Louis. 


Toul  unfunded  debt . 


755,069  6« 


Total  public  debt $41 ,524,875  37 
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GOVERNMENT  AND  STATE  SECURITIES. 

U.  S.  5's,  1853 100} 

U.  S.6'8,  1856 107 

U.  S.6'8,  lHb5» -.  , 116 

U.  S.  6'8,  1862— coupon 116} 

U.  S.6'8,  1867 119} 

U.  S.  6'8,  1868 120} 

U.  S.  6's,  1868— coupon 120} 

Indiana  5's 99} 

Indiana  2} 56} 

"      Canalloan6's 96 

"      Canal  preferred  5's 36 

Alabama  5's 98 

Illinois  6's,  1847 92 

Illinois  6's — interest 62} 

Kentucky  6's,  1871 110 

Maryland  6'8 108} 

New  York  6's,  1854-5 108 

New  York6'8,  18H0-'61-'62 116 

New  York  6's,  1864-'65 121 

New  York  6's,  }  y.,  1866 121 

New  York  5}'s,  1860-'61 Ill 

New  York  5}'s,  1865 112 

New  York  5's,  1854-'55 106 

New  York  5's,  l858-'60-'62 108 

New  York  5's,  1866 113 

New  York  4}'s,  l868-'59-'64 101 

Canal  certificates,  6's,  1861 -^— 

Ohio  6'8,  1856 104| 

Ohio  6's,  1860 109 

Ohio  6's,  1870 115} 

Ohio6'8,  1875 117 

Ohio  5'8,  1865 106 

OhioTs,  1851 105} 

Pennsylvania  5*8 98 

Pennsylvania  6's,  1847,-'53 99 

Pennsylvania  6's,  1879 lOl 

Tennessee  5'8 95 

Tennessee  6'»,  1880 4 101 

Virginia  S's,  1886 110 


Louisville  6<s  1880 

Pituburg6'«,  1869-1871. 
New  York  7's,  1857.... 
New  York  5's,  1858-'60, 
,  l870-'75. 
1890 


New  York  5 1 
New  York  5 
Fire  loan  5's,  1886 


Philadelphia 
Baltimore  1^70-'90 
Boston  5's 


6's,  1876-'90 


•    •  •  ••• 


106 
.107} 
.103} 
.101 
.  96} 
.!«$ 
.!«$ 
.101} 
.103 
.104} 


...v. 109} 

...T. 102 


RAILROAD  BONDS. 
Erie  1st  mor^.gage,  7s,  1867. 
Erie  2d  mo/  gag?,  7's,  1859. 
Erie  income  Ts,  1855. 


Erie  convert  ibie  bonds,  7'8,  li 

Hudson  Ri.';!  1st  mort.,  Ts,  l8G9 

Hudson  Riv;r  2d  mort.,  7'8,  i860 

New  York  atd  New  Haven  Tt,  1861 .... 

Reading  JGV  1870 l 

Reading  mottgage,  6'8,  I860..t 

Michigan  Central,  convertiblei  S's,  1860 

Michigan  S()ulh<»Tn,  Ts,  1860  l , 

Cleveland,  (lol.  aid  Cin.  Ts,  li859 

Cleveland  a^d  Pittsburg  Ts,  i860 

Ohio  and  Pannsylvania  7'8,  1865 

Ohio  Central  Ts,  1861 l 

RAILROAD  STOCKS. 

[COaBECtJ  ED  FOR  WEDNJEBDA^  OF  ClCH 


.118 

.107} 
.  97} 
.  95} 
.104 
.  98 
.106 
.  92} 
.  96} 
.111} 
.102 
.123 
.102 
.109 
.  98 


Albany  and  is<:henectady. , 

Boston  and  Maine 

Boston  and  Lowell 

Boston  and  Worcester .... 
Boston  and  ("rovidence  . ., 

Baltimore  aid.  Ohio 

Baltimore  aid  Sqsqnehanua . .  ^ 

Cleveland  aid  Col  umbus ^ .  ]  27} 

Columbus  abd  Xenia.... , 


Mar.  17. 
..114} 
.105 
.105} 
.101} 
..   88 

84} 

32} 


Camden  and  Amboy [..150 


Delaware  and  Hudson  (canal) 
Eastern 


Erie , 

Fall  River.. 
Fitchburgh  , 

Greorgia 

Georgia  Cenjtralk. . 
Harlem ... 


,130 
,  96} 

851 
104} 

99i 


64 

prefeared ^.'08 

Hartford  and  New  Haven ....  L .  1 2-^ 

Housatonic  (preferred) 35 

Hudson  Riv*r 64 

Little  Miami .117} 

Longlslandi ,.  36} 

Mad  River. I ,.  99 

Madison  and  Indianapolis.... 1. 101} 

Michigan  Ctntral .106 

Michigan  Sduthem 121} 

New  York  and  New  Haven...,  lOb} 

New  Jersey.- J.  136 

Nashua  and  Lowell., LHO 

New  Bedford  and  Taunton . . .  J .   117 

Norwich  and  Worcester i ,  51 } 

Ogdensburgl^ ].  26 

Pennsylvania ^ .  60} 

Philadelphia,  Wilm'gton  A- Bait.  38} 
Petersburg  .  J. — 

Richmond  and  Fredericksburg  j 

Richmond  anjd  Petersburg ^ 

Reading....  j, 

Rochester  an^  Syracuse.... 

Stoningtoa  ,1 

South  Carolina 

Syracuse  and  Utica 

Taunton  Branch 

Utica  and  Scpenectady , 

Vermont  Cei^tral 

Vermont  and!  Massachusetts . .  J. 

Virginia  Central 

Western  ...J 

Wilmington ^nd  Raleigh  ... 


105 
35 
88} 

126 
57 

122} 

144 

115 

148 
17} 
18 
40 

100} 
57} 


WCEK.J 

Mar.  10. 
115} 
105} 
106 
102} 

89} 

86 

34 
127} 

150 

119 
96 
8S| 

105 

102 


64 
109 
129  . 
3S 

6S| 

liSi 

3<^ 

99 
105 
106 
123 
109} 
136 

117 
49} 
26 
50} 
37» 

lOS 
35 

88} 
129 

56} 
I32| 
144 
115 
149 

n» 

19 
40 

lOIi 
57» 


Railroad   Lianterns. 

Our  readeiiB  will  find  an  advertisecnent  of  erery 
variety  of  rai  road  Lanterns  in  fmother  pace 


k. 


186 
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I         Ratl«r»]r  Aeoidcnts. 

I  [Continaed  from  page  \7i.f 

AllosioD  has  oow  been  made  to  those  points  con- 
liected  with  the  road,  and  the  machinery  employed 
npon  it,  from  which  loss  of  life  and  injury  to  per- 
son and  property  most  generally  arise.  The  whole 
of  these  causes,  however,  do  not  produce  a  tithe  of 
the  accidents  which  result  Irom  inattention  to  sig- 
nal*, and  the  neglect  of  regnlatftjns.  Of  all 
sources  of  danger  on  a  railway,  these  are  the  most 
prolific.  Human  agency  is  necessarily  imperfect, 
and  it  cannot  be  expected  that  the  servants  of  a 
railway  company,  however  carefully  selected  and 
diligently  tutored,  will  be  exempt  from  such  a 
general  law.  The  effects  of  a  momentary  forget- 
fulness,  or  an  instant's  neglect,  are  frequently 
fraught  with  tremendous  consequences,  and  the 
miscalculation  of  a  iew  yards  may  produce  the 
most  lamentable  results.  There  is,  therefore,  no 
part  of  the  system  to  which  the  railway  manager 
looks  with  more  anxiety,  than  (o  the  efficiency  of 
the  signals  on  the  line.  If  the«e  are  either  defec- 
tive, or  too  limited  in  number,  the  casualty  which 
will  probably  result,  must  be  attributed  to  the  care- 
lessness which  has  overlooked  the  danger,  or  to  the 
injudicious  economy  which  has  permitted  it.  Rail- 
way stationary  signals  have,  within  a  few  years, 
been  greatly  improved.  The  introduction  of  the 
lofty  semaphore  has  left  little  to  be  desired  in  this 
respect,  while  the  lurther  use  of  the  auxiliary  sig. 
nal  has  completed  this  most  necessary  adjunct  to 
safe  working.  The  distance  at  which  these  sig- 
nals should  be  planted,  must  depend  on  the  nature 
of  the  ground  and  the  character  of  the  gradient. 
Generally  speaking,  with  the  prevailing  high 
speeds  and  heavy  trains,  the  extended  arm  of  an 
auxiliary  signal  should  be  seen  at  a  distance  of 
fromSOO  to  1500  yards. 

The  space  within  which  a  train  can  be  pulled  up 
varies  very  much,  according  to  the  state  of  the 
weather,  as  well  as  to  the  tenacity  of  the  brakes, 
the  speed,  the  inclination  of  the  road,  and  the 
weight  of  the  load  ;  but  for  practical  purposes,  the 
distance  named  above  will  be  found  to  answer,  and 
less  than  this  should  not  be  accepted,  where  cir- 
cumstances permit  its  being  obtained.  Not  only 
is  the  positive  safety  of  the  train  secured  by  such  a 
signal,  but  the  nerve  and  steadiness  of  the  engine 
driver  is  supported  by  the  feeling,  that  the  means 
of  protection  are  provided  for  him.  Care  should 
be  taken  to  fix  the  signal,  so  that  no  distant  object 
may  interfere  with  the  free  sight  of  it,  and  as  the 
speed,  weight,  and  number  of  trains  on  t^e  line  in- 
crease, opportunity  should  be  taken  periodically  to 
revise  the  distances,  to  ascertain  that  every  doubt- 
ful point  is  covered,  and  that  nothing  which  may 
be  provided  against  by  caution,  is  left  to  contin- 
gency. 

Some  difference  has  existed  among  railway 
managers,  as  to  the  mode  of  dealing  with  signals, 
at  junctions  with  branch  lines.  It  has,  however, 
been  gradually  ruled,  that  the  safest  course  is  to 
keep  the  danger  or  stop  signal  fixed  against  the 
branch,  so  that  no  train  may  be  allowed  to  enter  on 
the  main  line,  until  such  signal  be  removed.  The 
safety  of  the  trains  moving  between  stations,  and 
temporarily  impeded  from  any  cause,  depends  on 
the  attention  paid  by  the  guards  to  the  regulation, 
to  proceed  back  a  certain  distance  with  the  hand 
signal.  This  distance  varies  from  500  to  800  yards, 
according  tO  the  rules  ot  different  companies. 
Probably  the  latter  is  too  far,  unless  the  distance 
terminates  in  a  curve — as  a  hand  signal  may  be 
seen,  under  ordinary  circumstances,  from  300  to 
500  yards  further.  Nothing  is  more  difl&cult,  bow- 
ever,  than  to  secure  strict  obedience  to  this  rule, 
and  the  most  particular  attention  shouM  attach  to 
any  breach  of  it.  Upon  it  hinges  the  safety  of  the 
train,  and  the  fact  ol  no  accident  happening,  should 
not  be  a  bar  to  the  most  severe  punishment  of  the 
offending  party. 

A  careful  guard  will  also  be  guided  by  the  state 
of  the  rails  and  the  atmosphere;  if  the  former  are 
what  is  termed  "  ereasy,"  or  the  latter  is  heavy, 
a  longer  distance  than  ordinary  is  evidently  re- 
quired to  protect  the  train.  Until  recently,  no 
special  means  existed  of  securing  a  train  against 
collision  during  a  fog.  The  detonating  signal  sup- 
plied this  deficiency,  and  has  become  one  of  the 
most  useful  protections  which  the  railway  managfer 
possesses.    Its  use,  therefore,  is  nniverbal,  as,  in 


a  hnmid  climate  like  that  of  England,  it  was  abso- 
lutely necessary  to  complete  the  code  of  signals. 
During  a  recent  dense  fog,  which  lasted  two  days, 
and  was  so  thick  as  to  render  objects  invisible  at  a 
distance  of  a  few  yards,  the  London  and  North- 
western railway  was  necessarily  worked  entirely 
by  the  detonating  signals.  The  experiment  was 
successful,  and  although  irregularities  were  very 
frequent,  no  accident  occurred,  although  nearly 
400  trains  ran  during  that  anxious  time. 

Great  weight  is  generally  attached  to  the  ques- 
tion of  regularity  in  the  times  of  the  trains,  as  an 
essential  element  in  their  safety;  and  whenever 
an  accident  occurs,  the  press,  and  public  opinion 
as  expressed  through  a  jury,  seize  on  this  point 
as  the  primary  cause  of  the  mishap. 

The  author  would  by  no  means  undervalue  the 
importance  of  punctuality,  and  as  rigid  an  adhe- 
rence as  possible  to  the  published  time-tables,  but 
It  may  be  doubted  whether  undue  stress  has  not 
been  attached  to  it.  Under  a  well  regulated  sys- 
tem of  signals,  and  with  a  well  disciplined  staff, 
the  greatest  irregularity,  whatever  inconvenience 
it  may  produce,  ought  not  to  lead  to  danger.  To 
a  certain  extent,  the  very  uncertainty  of  the  passage 
of  trains  produces  safety,  by  the  continual  vigi- 
lance it  necessitates  ;  and  as  few  accidents  occur 
in  the  most  busy  thoroughfare  of  London,  so  the 
most  crowded  parts  of  a  railway  exhibit  the  great- 
est freedom  from  casualty. 

It  is  fortunate,  indeed,  that  the  public  safety  is 
not  necessarily  linked  with  punctuality,  for  the  ex- 
tension of  the  system,  and  the  connexion  with  cross 
lines,  by  coaches  and  steamboats,  is  daily  import- 
ing into  the  long  trains  fresh  chances  of  delay. — 
The  mail  train  of  the  London  and  North  Western 
company  starts  from  Dublin  on  the  west,  and  Aber- 
deen on  the  north ;  during  its  passage  it  connects 
with  a  great  number  of  railways,  the  ii regularities 
ol  each  and  all  of  which  become  multiplied  as  the 
train  advances.  When,  therefore,  it  reaches  the 
London  and  North  Western  line,  it  has  probably 
missed  its  appointed  tarn ;  it  consequently  becomes 
an  exceptional  train  during  its  entire  transit,  yet 
none  is  better  protected,  or  passes  along  the  line 
with  greater  tafety.  The  facility  of  working  a 
trunk  railway,  with  a  heavy  traffic,  under  the  vari- 
ations alluded  to,  has,  however,  been  greatly  pro- 
moted by  the  introduction  and  extensive  use  of  the 
electric  telegraph.  Just  as  the  demands  on  the 
railway  system  were  beginning  to  outgrow  its  ex- 
isting machinery  for  safety,  this  remarkable  power 
came  to  its  aid,  and  extended  its  capacity  in  an  in- 
calculable degree.  The  efiect  cannot  be  better  il- 
lustrated than  by  a  reference  to  its  operation  on  the 
London  &.N.  W.  R.R.  during  the  great  Exhibition. 
Prior  to  the  opening,  the  directors  had  been  much 
pressed  by  the  Royal  Commissioners,  lor  greatly 
reduced  fares,  to  afford  all  classes  ot  the  community 
an  opportunity  of  participating  in  an  enjoyment 
which  could  not  be  expected  to  recur.  The  result 
is  well  known.  The  most  distant  parts  ot  thr  king- 
dom poured  their  population  into  London,  and  the 
aggregate  number  exceeded  expectation.  In  addi- 
tion to  the  passengers  by  the  ordinary  trains  on  the 
railway,  which  were  very  largely  increased,  775,- 
000  persons  were  conveyed  to  and  from  London  by 
the  excursion  trains,  for  whose  conveyance  24,000 
extra  carriages  passed  through  the  Euston  station 
The  receipts  of  the  railway  rose  to  je70,000  in  a 
single  week.  That  such  an  extraordinary  traffic 
centering  in  a  single  focus,  arriving  at  irregular 
hours,  and  in  almost  iHiiimited  numbers  from  more 
than  thirty  railways,  should  have  been  carried  on 
for  six  continuous  months  without  the  most  trifling 
casaalty,  or  without  interruption  to  the  very  exten- 
sive business  in  merchandize,  coals,  and  cattle,  con- 
tinually moving  on  the  line,  and  with  a  remarkable 
punctuality  (looking  to  the  contingencies  arising 
from  the  irregularities  of  neighboring  lines,)  is  due, 
not  more  to  the  discipline  and  good  conduct  of  all 
the  servants,  than  to  the  power  of  regulation  which 
a  liberal  use  ot  the  telegraph  placed  at  their  dis- 
posal. The  author,  who  had  the  charge  of  the 
whole  arrangements,  foresaw  the  impossibility  of 
reliance  being  placed  on  ordinary  measures  to  go- 
vern so  irregular  a  traffic.  Prom  the  very  great 
distance  many  of  these  trains  had  to  traverse  be- 
fore reaching  the  North  Westein  railway,  depend- 
ent in  many  cases,  also,  on  steamboats,  and  the  de- 
lay incident  on  overloaded  trains,  it  was  impossible 


to  rely  on  any  time  bill  framed  by  th';  forwarding 
company,  while  the  number  ot  these  excursion 
trains,  flowing  from  every  quarter,  and  amounting 
sometimes  to  between  twenty  and  thirty  a  day 
(many  of  them  not  known  to  be  en  route  till  they 
reached  some  one  or  other  of  the  termini  of  the  line,) 
rendered  it  impossible  to  fix  any  specific  time  lor 
their  transit.  The  attempt  would  have  so  clogged 
and  impeded  the  service  as  to  have  introduced  the 
greatest  irregularity  into  every  department.  Under 
these  circumstances  the  following  plan  was  adopted, 
and  continued  with  success  throughout  the  whole 
period  of  the  Exhibition.  The  running  speed  of 
all  excursion  trains  was  fixed  with  reterence  to 
their  weight,  and  a  general  rule  in  accordance  was 
issued.  Instant  notice  was  given  by  telegraph  of 
the  arrival  at  and  the  departure  of  each  train  from 
every  terminus,  and  this  information  being  re- 
transmitted to  every  important  station,  and  repeat- 
ed as  the  train  passed  in  both  directions,  a  time  bill 
was  immediately  constructed,  according  to  the  pre- 
scribed table  of  speeds,  from  which  correct  inform- 
ation was  obtained  and  acted  on  with  promptness 
and  precision,  and  thus,  instead  of  dependence  be- 
ing placed  on  thsoretical  time  tables,  which  in  the 
majority  of  cases  would  have  created  difficulty  and 
contusion,  the  telegraph,  by  tracing  every  train 
through  its  entire  journey,  became  a  practical  in- 
strument of  salety  of  infinitely  greater  value.  On 
every  long  lineof  railway  the  fi)st  class  stations  are 
rarely  more  than  twenty  miles  apart.  It  is  evident, 
therefore,  that  by  the  establishment  of  telegraphic 
instruments  at  these  distances,  the  railway  becomes 
a  system  of  detached  and  corrective  links,  and  the 
irregularities  inseparable  from  the  system  are  mo- 
dified and  adjusted.  Some  years  ago  a  strong  im- 
pression prevailed  in  high  quarters,  that  the  trunk 
line  of  the  London  and  North  Western  railway  was 
overloaded  with  traffic,  and  relief  lines  were  talked 
of  as  a  consequent  necessity.  By  the  improvements 
since  introduced,  and  by  the  assistance  which  sci- 
ence has  thus  placed  at  the  disposal  of  ttiat  com- 
pany, the  traffic  has  been  double  in  quantity,  and 
)here  is  at  this  moment  a  greater  capacity  for  in> 
creasing  it  further,  than  at  any  previous  period  of 
its  history.  The  value  of  the  telegraph,  for  the 
working  ot  tunnels,  and  the  absolute  protection 
from  collision  which  is  thus  afforded,  cannot  be 
overlooked. 

The  length  to  which  these  remarks  have  extend- 
ed, renders  it  necessary  to  be  very  brief  in  alluding 
to  other  and  less  important  causes  of  accident. 

Defective  brakes  and  fractures  of  couplings  on 
steep  inclines,  have  not  unfrequently  led  to  acci- 
dent, yet  the  working  of  the  Lickey  incline  is  evi- 
dence of  the  salety  of  the  system,  if  only  ordinary 
care  and  caution  are  exercised.  More  than  one  ac- 
cident has  arisen  from  trees  falling  across  the  rails. 
Care,  should,  therefore,  be  taken  to  remove  all  that 
are  likely  to  be  affected  by  storms,  or  by  the  slip- 
ping of  the  ground.  Trains  have  occasionally  been 
thrown  off  the  rails  by  cattle  jumping  out  in  tran- 
sit, and  some  verv  narrow  escapes  have  occurred 
in  consequence.  Level  crossings  are  also  a  fruit- 
ful source  of  danger  if  they  are  not  very  carefully 
watched.  A  sad  catalogue  of  deaths  at  these  cross- 
ings will  be  found  in  the  parliamenury  returns,  and 
their  increasing  number  indicates  the  necessity  for 
greater  vigilance,  or  a  change  of  practice.  Lastly, 
reference  must  be  made  to  the  tendency  of  Parlia- 
ment, in  recent  sessions,  to  extend  what  are  termed 
"  running  powers."  It  is  to  be  greatly  feared,  that 
if  this  system  is  permitted  to  extend,  a  new  element 
of  the  greate*  danger  will  be  introduced,  the  effect 
of  which  it  is  at  present  scarcely  possible  to  calcu- 
late. If,  with  the  whole  energies  of  a  concentrated 
establishment,  under  well  known  rules  and  disci- 
pline, danger  cannot  be  avoided,  what  must  be  ex- 
pected from  strange  and  rival  executives  using  the 
same  line  of  rails,  and  unacquainted  with  its  pecu- 
liarities 1 

The  regulations  of  most  companies  hare  now  a 
very  general  similarity  of  principle,  modified  by 
the  circumstances  of  each  line.  These  rules  are 
constantly  undergoing  improvement,  and  any  fresh 
cause  of  danger  i»  provided  for,  as  it  develops  it- 
self. Accidents,  however,  very  rarely  happen  from 
foreseen  circumstances.  They  are  generally  of  a 
compound  character,  and  result  from  the  simulta- 
neous conjunction  of  several  causes.  It  is  easy  to 
be  wise  after  the  event,  but  so  long  as  machinery  is 


.■( 


.ii 


AMERICAN    RAII.ROAD    JOITRNAL. 


187 


material,  and  humaa  nature  is  fallible,  it  is  to  be 
feared,  that  although  experience  and  skill  may  di- 
minish, they  will  not  prevent  the  recurrence  ol 
events  that  startle  society,  and  cast  blame  on  rail- 
way management.  The  rapid  glance  which  has 
been  thrown  on  the  more  salient  points  of  danger, 
show  the  variety  of  causes  from  which  it  may  at 
any  moment  arise.  The  increasing  nature  of  the 
transit  renders  such  casualties  possible  at  any  mo- 
ment. In  the  year  1851,  during  which  7,900,000 
passengers  (nearly  one-third  ol  the  population  of 
England)  traveled  on  the  London  and  North  West- 
ern railway,  only  one  individual  met  his  death- 
yet  this  casualty,  from  which  the  author  also  suf- 
fered, was  the  effect  of  the  gravest  disobedience  ol 
orders.  The  exception  proves  the  rule,  and  it  is 
due  to  the  engine  drivers  and  guards  of  Great 
Britain,  to  state,  that  there  is  probably  no  class  of 
men,  to  whom  such  serious  duties  are  intrusted, 
and  who  repay  with  such  fidelity,  attention,  and 
skill,  the  confidence  reposed  in  them.  Kind  and 
considerate  treatment,  and  good  wages,  combined 
with  the  utmost  strictness  of  discipline,— a  readi- 
ness to  reward  merit,  and  a  rigid  determination  to 
punish  severely  any  dereliction  of  duty,  are  the  best 
m?ans  of  forming  good  and  attentive  servants.  In- 
ebriety should  never,  under  any  circumstances,  be 
overlooked,  or  pardoned,  whatever  claims  the  of- 
ender  may  otherwise  possess  in  regard  to  general 
efficiency,  or  length  of  service.  A  system  of  regu- 
lar promotion,  wherever  it  can  be  applied,  is  per- 
haps the  greatest  stimulus  to  good  conduct;  and 
experience  has  clearly  shown,  that,  in  general,  bet- 
ter results  have  been  obtained  by  rewarding  obedi- 
ence, than  by  the  greatest  severity  in  punishing 
misconduct.  The  habits  of  order  and  regularity 
which  are  thus  generated,  extend  beyond  their  im- 
mediate sphere,  and  react  on  society  at  large.  As 
an  instrument  for  advancing  the  social  position  of 
the  country,  the  railway  system,  with  ail  its  admit- 
ted defects,  exercises  no  light  influence,  and  al- 
though the  benefits  are  not  unmixed  with  evil,  the 
advantages  are  purchased  at  a  less  cost  of  personal 
suffering  and  sacrifice,  than  (looking  at  the  condi- 
tions under  which  they  are  obtained)  might  reason- 
ably be  expected. 

Journal  of  Railroad  IJaMT. 

THE   SECOND   AVENUE    RAILROAD   CASE. 

This  was  an  application  for  an  injunction  by 
Gerard  Stuyvesant  against  the  Mayor  and  Alder- 
men and  others,  on  the  alleged  ground  that  the  com- 
plainant is  a  tax  payer  of  the  city,  owning  property 
upon  the  proposed  route  ol  the  said  railroad : — that 
Chatham  street,  the  Bowery,  Grand  street,  Allen 
street,  etc.,  are  ancient  streets,  and  should  be  only 
used  for  the  customary  purposes;  that  the  Common 
Council  had  no  right  to  grant  permission  to  lay 
down  a  railroad  over  such  streets;  and  that  their 
resolutions  on  this  question  were  void,  as  having 
been  made  after  their  stated  session  had  expired. 

It  will  be  perceived  that  the  points  on  each  side 
respecting  the  actual  merits  of  this  case,  must  be 
nearly  the  same  with  those  of  the  Broadway  rail- 
road case,  which  has  of  late  been  so  fully  discus- 
Bed. 

It  was  insisted  by  Mr.  Noyes  for  the  complain- 
ants that  the  digging  up  and  breaking  of  portions 
of  the  streets  as  alleged  in  the  complaint,  is,  prima 
facie,  a  nuisance — and  that  consequently  defendants 
must  show  that  they  have  been  already  authorized 
by  law.  That  before  the  parties  named  as  gran- 
tees should  be  empowered  to  act  under  the  permis- 
sion given  them,  it  had  been  provided  that  fhey 
should  enter  into  a  good  an(?  valid  agreement  in 
respect  to  the  matter  with  the  Mayor,  Aldermen  and 
Commonalty,  which  agreement  has  never  been  en- 
tered into,  and  the  preliminary  condition  was  un- 
fulfilled. That  the  board  adjourned  from  4th  to8lh 
November,  more  than  the  three  days  allowed,  and 
when  they  met  on  the  day  to  which  they  thus  ad- 
journed, it  was  not  a  legal  assembly,  and  in  consej 
qaence  the  above  charter  was  invalid.    That  the 


Corporation  of  this  city  has  no  power  to  establish 
a  railroad  in  any  of  the  streets  named  in  the  reso- 
lutions, or  to  carry  on,  in  any  way.  the  business  ol 
transporting  passengers  in  the  city ;  nor  has  it  any 
power  to  authorize  such  railroad,  or  to  confer  upon 
any  one  an  exclusive  or  other  right  to  use  a  parti- 
cular or  any  portion  of  any  of  the  streets  for  that 
purpose.  ^  ..  I 

That  the  executive  duty  of  providing  for  the  con- 
struction of  this  road  upon  the  best  terms  and  in  a 
proper  manner,  should  have  been  left  by  the  Com- 
mon Council  to  the  head  of  the  appropriate  depart- 
ment, and  that  the  grant  of  the  monopoly  in  ques- 
tion, without  consideration,  was  a  palpable  breach 
of  trust. 

On  the  other  hand,  Mr.  Brady  commented  on  the 
answer  of  Mr.  Pearsall,  denying  all  fraud  in  regard 
to  the  grant  in  question,  and  stating  that  the  plain- 
tiff himself  had  agreed  to  aid  in  obtaining  the  grant 
provided  the  route  should  be  laid  down  in  the  First 
Avenue  instead  of  the  Second.  The  Counsel  fur- 
ther argued  that  the  court  has  no  power  to  consider 
or  determine  whether  or  not  the  construction  of  the 
railroad  would  be  a  public  injury  or  a  public  bene- 
fit, nor  whether  it  would  increase  or  diminish  tax- 
ation— nor  does  the  authority  to  interfere  by  in- 
junction exist  on  any  ground. 

That  the  Corporation  of  the  city  of  New  York 
has  power  to  prescribe  in  what  manner  the  surface 
of  the  streets  shall  be  paved,  or  arranged  for  the 
several  kinds  of  vehicles  traversing  it  for  public  or 
private  accommodation.  The  laying  of  a  railroad 
track  is  but  an  adjustment  of  the  street,  to  adapt  it 
for  a  railroad  car.  If  the  cars  or  the  track  be  so 
used  as  to  create  a  nuisance,  the  remedy  for  any 
injury  to  a  party  aggrieved,  when  such  injury  oc- 
curs, can  be  applied  as  in  any  other  case  of  nuis- 
ance. Neither  the  track  nor  the  car  can  be  per  se 
a  nuisance. 

That  if  the  grant  could  be  avoided  for  fraud,  it 
could  only  be  done  upon  the  application  of  the 
Common  Council  for  that  purpose,  and  that  this 
court  had  no  power  to  decide  whether  the  Common 
Council  had  in  the  exercise  of  theii  Legislative 
power  acted  judiciously  or  otherwise — the  said  cor- 
poration being  the  sole  judge  of  the  expediency  of 
exercising  its  Legislative  power,  without  being  sub- 
ject to  reviewal  or  control,  on  the  part  of  any  court, 
on  the  ground  that  their  action  was  either  injudici- 
ous or  corrupt. 

The  decision  is  reserved.  ; 

CAUTIONS   TO   RAILROAD   PASSENGERS. 

Peter  Tovmsend  vs.  The  President  and  Directors 
of  ike  Paterson  and  Hudson  railroad  company. — 
In  this  case,  tried  at  our  late  Supreme  Court  cir- 
cuit, the  plaintiff  is  an  iron  manufacturer,  at 
Ramapo,  New  Jersey,  and  sued  the  defendants  for 
an  alleged  negligence  in  the  construction  of  the 
bridges  over  the  Passaic  river,  in  consequence  of 
»hich  he  had  his  arm  broken. 

It  appeared  that  the  plaintiff  was  a  passenger 
from  Ramapo  to  Jersey  City,  on  the  21st  of  June, 
1851  ;  and  that,  while  crossing  the  Passaic  bridge, 
the  plaintiff  had  rested  his  arm  outside  the  window 
of  the  car,  and  it  came  in  contact  with  the  timbers 
of  the  bridge.  And  the  result  was  that  the  arm 
was  severely  fractured,  and  the  plaintiff  put  to 
much  pain,  trouble,  inconvenience,  expense,  and 
the  other  et  celeras,  for  which  he  claimed  to  reco- 
ver the  damages.  On  the  part  of  the  defence,  it 
was  contended,  that  the  injuries  the  plaintiff  sus- 
tained were  the  result  of  his  own  imprudence  and 
negligence,  and  that  proper  cautionary  notices 
were  posted  in  the  cars,  to  prevent  the  passengers 
from  lisking  their  heads  and  arms.  The  evidence 
to  this  fact  was  not  satisfactory. 

The  Court  charged  that  the  only  question  for 
the  jury  to  consider,  was  whether  the  plaintiff  was 


guilty  of  suth  negligence  as  would  excuse  the 
defendants  idt  what  had  occurred.  If  there  was  no 
negligence  oh  the  part  of  the  pUintiff,  the  inference 
prima  facie  il,  that  there  was  ntgligence,  either  in 
(he  construction  of  the  bridge  or  of  the  cars.  If 
there  was  a  iotice  to  the  passefngers  to  keep  their 
arms  inside  uie  windows,  and  the  plaintiff  had  dis- 
regarded the  caution,  deliberiately,  imprudently 
and  without  «xcitement  or  caustf,  why,  he  cannot  re- 
cover. If,  oi  the  other  band,  ^  he  did  not  put  out 
his  arm  fartl^erthan  a  prudent  iman  would  do,  and 
there  was  nol  notice  to  caution  pr  forbid  him,  why, 
he  can  recover.  I 

The  jury  <jame  into  court  with  a  verdict  for  the 
plaintiff— dataages,  S500. 

A  aCEStlON  or  DCE  OfLICENCE. 

In  the  casi^  of  Walker  rs.  T%e  York  and  North 
Midland  Railway  Company,  recently  tried  before 
Lord  Chief  Justice  Campbell,  !in  England,  is  well 
worthy  ol  th^  attention  of  all  engaged  in  the  busi- 
ness of  transbortation. 

The  plainjtiff  was  a  fish  rae»rhant,  and  sent  by 
the  defendarjts,  several  tons  of;  herrings  and  bloat- 
ers from  Scarborough  to  Liv|erpool,  Manchester 
and  LondonL  intending  that  tl|ey  should  be  deliv- 
ered in  due  lime  for  the  wholesale  markets,  which 
are  held  in  tnose  cities  weekly, 

The  defendants  denied  that  Any  such  agreement 
was  made. 

It  appeared,  that  if  the  fish  |ad  been  sent  by  the 
train  which!  left  Scarboroughj  at  44— *»  o'clock,  P. 
M.,  it  would  have  arrived  a^  |its  several  points  of 
destination  (in  season.  It  w^s,  however,  in  fact 
sent  at  5  PJ  M.  by  a  special  (rain,  after  the  train 
above  mentioned,  and,  consequently,  did  not  arrive 
at  the  destiqed  points  until  too  late  for  the  whole- 
sale market^  of  the  ensuing  day.  It  was  bold  out 
to  hawkers!  and  a  loss  sustained.  The  line  of 
railway  ow4ed  by  the  defendarlts  was  only  66  miles 
in  length,  jextending  to  Normantown.  At  this 
place  they  are  in  the  habit  of  transferring  goods  to 
other  roads,  ove^  which  they  b^ve  no  control.  It 
was  insisteq  that,  from  the  gi^eat  quantity  of  fish 
sent,  it  was  necessary  to  emttloy  a  special  train, 
and  that  reasonable  diligencq  had  been  exercised 
in  forwarding  the  goods. 

An  unsuc:essful  attempt  was  made  to  show  that 
the  delendaiits  had  served  upc)n  plaintiff  a  special 
notice,  by  mhich  they  refused  to  become  liable  for 
the  due  delivery  offish  under  the  circumstances 
above  mem  oned.  | 

The  jury  considered  the  :onaact  of  the  defendants 
negligent,  ^d  Rndered  a  verdict  of  £6&  for  the 
pliintiff. 

THE  LIABILI1  T  OF  ALLOTTEES  Ot  PROPOSKD  RAILWAY 
COMPANIES^. 

While  th !  liability  of  allottees  has,  since  the 
railway  mania  of  1845,  been  very  frequently  dis- 
cussed in  thp  English  courts,  jt  is  only  lately  that 
it  has  formed  a  subject  of  controversy  in  the  courts 
of  Scotland  We  refer  to  the  case  of  the  East 
Coast  of  Sco  iand  Junction  Railway  Company. 

It  appeared,  in  this  case,  that  certain  parties  had 
associated  far  the  purpose  of  iTorming  the  railway 
in  question  ;  and  widely  iUued  prospectuses, 
caused  surveys  to  be  madei,  obtained  subscrip- 
tions, and  hllolled  shares.  On  the  laith  of  sub- 
scriptions, [hey  bad  incurred  great  expenses. 
They  also  Alleged  that  the  defendants,  whom  the 
managers  or  ihA  conteoiplated  company  prosecu- 
ted, in  the  case  above  rArred  to,  were  subscribers 
to  the  scbet|ie  in  question,  bojt  had  reiused  to  pay 
the  stipulated  deposit  of  £i  12s.  Cd.,  and  sign 
deeds ;  so  that  due  applicationj  to  Parliamett  for  a 
charter  could  not  t>e  made,  tnd  never  had  been 
made.    Th(  object  of  the  pre$ent  prosecution  was 


188 


AMBRICAH    RAILROAD    JOVRMAL. 


to  comp«l  the  allottees  to  pay  for  their  shares, 
agreeably  to  their  original  stipulation. 

The  Lord  Ordinary,  in  deciding  this  case,  ob- 
served in  effect,  that  "  the  defendants  were  allot- 
tees of  the  shares  of  the  projected  company  ;  that 
the  managers  of  this  scheme  had  incurred  consi- 
derable expense  in  the  formation  of  the  company, 
and  that  the  undertaking  had,  ii»  the  end,  proved 
to  be  an  abortive  one. 

No  case  had  been  established,  which  would  jus* 
tify  the  Court  in  compelling  the  defendants  to 
pay  the  required  deposites.  What  the  deposites 
were  to  have  been  paid  for,  was  not  in  existence. 
The  projected  company  was  not  formed,  and  it  was 
not  to  be  formed.  So  that  neither  the  defendants, 
nor  any  other  person,  can  ever  obtain  shares  in 
such  company.  It  had  been  decided  in  the  British 
House  of  Lords,  and  in  several  of  the  English 
courts,  that  the  allottees  could  not  in  such  case  be 
compelled  to  pay  up  their  subscriptions,  under  the 
circumstances.  See  the  cases  of  Hulton  vs. 
Thompson,  in  the  House  of  Lords,  and  Morns  vs. 
Cooper,  decided  8th  August,  1851.  Railway  Cases, 
VI.  708. 

The  principle  of  those  decisions  was  also  recog- 
nised in  the  case  of  Learmouth  et  al.  vs.  Adams  <f- 
Co.,  decided  on  23d  June,  1830. 

In  fine,  the  court  decided  that  the  plaintiffs  had 
not  made  out  such  a  case,  as  would  justify  them  in 
compelling  the  defendants  to  pay  their  deposites. 
Nor,  in  the  present  cause,  could  they  make  such  a 
decree  as  would  require  the  defendants  to  bear 
their  proportional  part  of  the  expenses  incurred  in 
getting  up  the  company.  . 

Ijawrenceburi^  and  Upper  JHUsllislppl  R.  A. 

We  have  been  favored  with  the  following  extract 
from  the  proceedings  of  the  Board  of  Directors  of 
the  above  company  at  a  meeting  recently  held  in 
this  city.  The  intelligence  thus  conveyed  will  be 
gratifying  to  all  our  citizens,  who  anxiously  look 
for  this  connection  with  Cincinnati. 

"  Reeolved,  That  this  company  will  provide  for 
a  direct  and  independent  connection  between  the 
cities  of  Indianapoiis  and  Cincinnati  by  a  railroad 
line  of  uniform  guage,  and  united  with  the  road  of 
this  company,  capable  of  being  run,  in  the  shortest 
practicable  time  bt-tween  said  cities.". 

We  learn  further  that  a  company  has  been  organ> 
jzed  in  Ohio  to  bring  the  line  of  connection  to  the 
Indiana  State  line,  and  another  organized  in  this 
State,  to  continue  such  line  to  the  present  line  of 
the  above  company,  and  active  measures  are  taking 
to  bring  the  entire  line  into  operation  this  year,  giv- 
ing a  clear  track  of  aniform  gauge  from  Indianap- 
olis to  Cincinnati,  ultimately  to  be  consolidated. 

This  company  has  been  steadily  progressing  with 
their  work  through  the  winter  without  making 
much  noise  about  it. 

A  daily  train  for  passengers  and  freight  runs  out 
27  miles  into  Ripley  county,  and  four  other  trains 
are  constantly  employed  in  hauling  out  gravel  for 
ballasting.  The  company,  we  learn,  have  not  been 
able  to  keep  their  ballasting  quite  up  with  the 
track,  but  they  hare  put  six  inches  of  gravel  under 
the  cross -ties  for  over  20  miles,  and  have  over  some 
part  of  that  distance,  filled  the  track  the  second 
time,  with  the  same  quantity,  and  they  hope  to 
keep  within  a  short  distance  of  the  track  all  the 
way  to  Greensburg.  This  is  doing  very  well,  con- 
sidering that  all  the  gravel  for  42  miles  must  be 
hauled  from  the  Ohio  river.  Between  Greensburg 
and  this  place  gravel  is  found  in  many  places,  and 
the  ballasting  will  be  much  more  cheaply  and  read- 
ily done. 

It  is  the  intention  o^^the  company  to  have  this 
important  operation  in  road  making  fully  perform- 
ed, and  to  have  at  least  one  foot  of  gravel  under 
their  cross-ties  before  their  road  is  opened  for  gen- 
eral business. 

We  learn  that  over  two  miles  of  track  was  laid 
last  week  and  at  that  rate  the  road  will  be  at  Greens- 
burg in  less  than  two  months.    Iron  is  being  ship- 


ped to  Indianapolis  and  Shelbyville  and  when  re- 
ceived the  company  will  lay  track  in  four  direc- 
tions at  the  same  time. 

The  daily  receipt  for  freight  and  passage  is  over 
S50  although  the  road  stops  in  the  woods  and  passes 
through  no  towa  or  village  of  any  note. 

When  it  reaches  Greensburg,  as  it  will  in  a  few 
weeks,  the  receipts  will  be  largely  increased.  We 
understand  satisfactory  laws  have  been  passed  by 
the  Legislature  authorizing  the  consolidations  with 
railroads  in  other  States,  which  will  enable  this 
company  to  have  a  united  line  from  this  city  to 
Cincinnati.— /S<fl/«  Sentinel. 


Notice  to  Contractors. 

Office  of  Racine,  JanesviUe  tf-  Miss.  R.  R.  Co.,  >' 
Racine,  Wis.,  March  10,  1853.     J 

THE  Racine,  JanesviUe  and  Mississippi  Rail- 
road Company  give  notice,  that  they  will  on 
the  first  day  of  April  next,  at  their  office  in  the  city 
of  Racine,  let  the  Grading,  Masonry,  Bridging,  and 
Superstructure  of  that  portion  of  their  road,  extend- 
ing from  the  city  of  Racine  to  the  village  of  Beloil. 
being  about  sixty-four  miles. 

Proposals  will  be  received  for  the  whole,  or  any 
portion  of  the  above  work,  from  this  date  until  the 
first  day  of  April  next,  at  5  o'clock,  P.  M. 

Profiles,  Plans  and  Specifications  are  now  ready 
for  inspection  at  the  Office  of  the  Company,  and 
lull  particulars  may  be  obtained  by  parties  inter- 
ested, by  calling  at  the  ofiice,  or  addressing  CHAS 
L.  PRESCOTT,  Esq.,  Chief  Engineer,  at  Racine 

Parties  are  also  referred  to 

John  A.  C.  Gray,  Esq.,  Director,  New  York 
City,  and  Simeon  Draper,  Esq.,  Treasurer  of  the 
Company,  at  N.  Y.  City. 

By  order  of  the  Board  of  Directors. 

HENRY  S.  DURAND,  President. 


Railroad  Iron. 
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TONS  superior  quality,  delivering 
from  April  forward,  with  5  to  600 
tons  per  month,  for  sale  by 

NAYLOR  &  CO., 
12tf  99  &  101  John  st. 

SCHErVCK'S 

■UIIIEIT  ilPOT, 

AND 

LEATHER  BANDING  MANUFACTORY. 
No.  6!2  Courtland  st.,  IV.  IT. 

KEEPS  constantly  for  sale  Tools  suitable  for  Railroad  Re- 
pair Shops ;  and  having  connection  with  some  of  the 
largest  establishments  at  the  East,  is  prepared  to  flimish  Tools 
of  any  description.  Also,  the  principal  manufacturer  of  the 
justly  celebrated  Woodworth's  Patent  Planing  Machines,  in 
forty  differpnt  varieties.  Slido  and  Hand  Lathes,  Iron  Planinj; 
Machines,  Sash  and  Tennonina:  Machines,  Mortising  Machines, 
tJpright  Drills,  Chucks,  Steam  Engines  and  Boilers,  Pumps  ol 
various  kinds,  etc.,  etc. 

Also,  Oak-Tanned  Leather  Belting, 

Patent  Stretched,  with  the  best  machinery,  and  cemented  and 
copper  riveted.  Warranted  superior  to  any  made.  Orders  re- 
spectfully solicited.  

March  9,  1853.  SAMITEL  B.  SCHENOK. 


B 


AES,  RODS,  BAND  IRON,  etc.,  fbr  sale  by 

GEORGE  GARDNER  &.  CO., 
March  9, 1853.  Boston,  Mass. 


To  Surveyors  and  Engineeris. 

A  MAN  of  science,  and  thoroughly  acquainted 
with  surveying  and  civil  engineering,  wishes 
a  situation  with  some  good  practical  engineer. 


Address  "  H.  W.,"  this  office. 
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Wrought  Iron  Wheels  I 

THE  SUBSCRIBER,  Sole  Agent  in  the  United 
States  for  the  Union  Foundry  in  England,  is 
prepared  to  take  orders  for,  and  :o  furnish  promptly 
Wrought  Iron  Wheels  at  a  low  cost,  of  a  superior 
quality,  for  Railway  Cars.  These  wheels  are  ex- 
clusively used  in  England,  and  are  already  in  use 
on  several  important  railroads  in  America.  Sam- 
ples of  them  can  be  seen  at  24  Broadway,  New 
York,  and  9  Liberty  Square,  Boston. 
4t  12  WM.  BAILEY  LANG, 


Notice  to  Contractors. 

Office  N.  O.,  Opelousas  &,  Great  fi 

"Western  Railroid  Co.,         '"f 

Nao  Orleans,  March  SUh,  1853' 

SEALED  PROPOSALS  will  be  received  at 
this  office,  until  the  1 0th  of  May  next,  lor  the 
construction  of  that  portion  of  the  road  between 
Bayou  Lafourche  and  Berwiclr's  Bay,  a  distance 
of  31  miles  ;  also  from  Berwick's  Bay  to  Wash- 
ington, 92  miles,  including  a  branch  road  of  18 
miles.  Proposals  will  be  made  for  the  entire  com- 
pletion of  the  road,  (except  furnishing  iron.) 

References  of  ability,  and  security,  will  be  re- 
quired. 

Flans  and  specifications  of  the  work  to  be  seen 
at  this  office,  after  the  lOlh  of  April. 

JAMES  G.  GIBBES,  Chief  Engineer. 


Locomotive  Engines. 

DANFORTH,  COOK  &  CO., 


HAVING  erected  an  extensive  Shop,  with  the  jnnM  ap- 
proved  Machinery  and  Tools,  are  prepared  to  execute 
orders  for  the  various  clashes  of  Freight  and  Passenjfer  Loco 
motive  Engines  and  Tenders,  in  the  beat  manner  and  dn  the 
most  favorable  terms. 

AIw),  Stationary  Engines,  and  tlie  various  Tools  suitable  for 
furnishing  Repair  Shop?. 

The  bu.slness  of  Machine  making,  heretofore  carried  on  Ijy 
Charles  Danforth  Sc  Co.,  is  continued  by  the  pre!=cnt  firm,  an.j 
all  onlers  will  rccolvi;  prompt  attention.  Iy49 


BlILiSIi  liOI. 

THE  undersigned,  from  their  long  engagements  with  the 
Manufacturers  of  G  L  Iron,  feeling  themselves  eminently 
qualified  to  assist  Railway  Companies  in  America,  and  Gentli:- 
men  proceeding  to  England  for  the  purpose  of  purchasing  Rail- 
road or  other  Iron,  tender  their  services  free  of  any  chargi-, 
and  invite  communications  either  personal  or  by  letter. 
Address  JOHN  H.  AUSTIN  4,  CO  , 

2  Ingram  Court,  Feuchurch  Street, 
JIarch  9, 1853.  LONDON. 


IMPROVED  SAFETY  FUSE. 

THIS  superior  article,  manufactured  of  the  best  material, 
for  igniting  the  charge  when  blasting,  is  kept  for  sale  in 
any  quantity  by 

BRIDGES  A:  BROTHER, 

64  COURTI.AIVD  STREET, 

NEW     YORK. 

Iron,  Steel  and  Hardware. 

S.  &  J.  EOPSllTS, 
93  &  95  Barclay  St., 


IMPORTERS  OF  ENGLISH  and  REFINED  IRON  of  the 
BEST  BRANDS,  suitable  for  LOCOMOTIVE  and  CAR 
BUILDERS'  use. 

Also,  Cast,  Spring  and  German  Steel,  of  all  sizes— together 

with  a  (Ull  assortment  of  Hardware— Contractors  and  Black- 

a-niths'  TooIf,  Chains,  etc.,  which  we  offer  at  the  lowest  rates. 

•March  8,  1853. 

^ 

Alton,  Mt.  Carmel  and  New 
Albany  Railroad. 

NOTICE  is  hereby  given,  that  there  are  no 
Bonds  of  this  company  in  circulation,  as  the 
books  of  this  company  will  testify  that  no  bonds 
have  ever  t>een  issued  or  authorized. 

And,  as  all  the  stock  formerly  subscribed  on  the 
books  of  this  company  was,  on  the  4th  and  18ih  of 
December,  1853,  sold  by  the  sheriff,  under  execu- 
tions issuing  from  the  Circuit  Court  of  Eldwards 
county,  Illinois,  and  was  by  the  purchasers  at  such 
sales,  or  by  their  assignees,  surrendered  to  the 
present  board  of  directors,  on  the  29th  of  January, 
1853  :  All  Certificates  of  Stock  bearing  date  previous 
to  that  time  are  worthless. 

It  having  been  reported,  that  bonds  and  certifi- 
cates of  stock  of  this  company  have  been  offered 
for  sale  or  pledge  by  parties  formerly  connected 
with  this  company,  the  board  have  thought  it  right 
thus  to  put  the  public  on  their  guard. 

F.  B.  THOMPSON, 
Prest.  Mt.  C.  (f  N.  A.  R.R.  Co. 
Samuel  Thompson,  M.  D., 

Sec'y  to  the  Board. 
March  7th,  1853.  Iml2 
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To  Contraetors.  7,< 

PROPOSALS  WILL  be  received  to  the  23d  of 
April  inclusive,  at  the  Engineer  offices  ot  the 
Northwestern  Virginia  Railroad  ia  Parkersburg, 
West  Union  and  Clarksburg,  for  the  GRADUA- 
TION and  MASONRY  of  about  60  sections,  av- 
eraging I  mile  each,  of  the  road.  The  work  will 
be  mostly  of  the  lighter  kind,  but  embracing  many 
sections  of  good  size  and  some  bridge  masonry  and 
tunnelling.  There  are  103  sections  upon  the  road, 
of  which  upwards  of  40  are  under  contract.  The 
route  to  and  along  the  line  is  easy— the  Baltimore 
and  Ohio  Railroad,  the  Ohio  River,  and  the  North- 
■western  Turnpike,  renaering  it  very  accessible  at 

all  points. 

Specifications  will  be  distributed  from  the  offices 
named,  and  also  Irom  Fetterman  on  the  Baltimore 
and  Ohio  Railroad,  near  the  east  end  ol  the  line,  on 
and  alter  the  llih  of  April.  Bidders  must  be  well 
recommended,  and  will  state  what  other  work  they 
may  have  in  hand. 

By  order  of  the  President  and  Directors. 

BENJ.  H.  LATROBE, 
Chief  Engineer. 

Baltimore,  March  9th,  1853. 

Notice  to  Contractors. 

Mississippi  and  Atlantic  Railroad,  from  Terre 
Haute  to  St.  Louis  Letting.— Sealed  propo- 
sals, will  be  received  at  the  office  of  the  Company, 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  15th  day  of  May,  1853,  at 
sundown,  for  the  grading  and  masonry  from  Terre 
Haute,  Indiana,  to  Pocahontas.  Illinois,  (124  miles) 
and  for  the  bridge  across  the  Wabash  River. 

Propositions  will  also  be  received  until  and  on  the 
15th  day  of  June,  1853,  at  sundown,  ateilher  of  the 
above  named  offices,  for  the  grading  and  masonry 
from  Pocahontas  to  Caseyville,  (30  miles.) 

Proposals  will  be  preferred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  be  re* 
ceived  and  considered  lor  sections  often,  fifteen  and 
twenty  miles. 

The  Company  reserves  the  right  to  accept  of 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 
proper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  for  two  weeks  previous  to  the 
letting.  John  Brough,  Presiaent. 

S.  D WIGHT  Eaton,  Engineer. 

Terre  Haute,  Ind.,  March  1,  1853. 


To  Contractors. 

NIAGARA  FALLS  HYDRAUUC  CANAL. 

SEALED  Proposals  will  be  received  at  the  Office 
of  the  Niagara  Falls  Hydraulic  Company  at 
Niagara  Falls  until  Wednesday  the  Sixth  day  of 
April  next  inclusive,  for  the  Excavation,  Masonry, 
Bridging,  Gates,  Waste- Weir,  Bulkheads,  Dock' 
log,  &-C. 

Plans,  Profiles  and  Specifications  may  be  seen 
at  the  Company's  Office,  at  Niagara  Falls;  also  at 
the  Office  of  the  Hon.  C.  S.  Woodhull,  No.  59 
Fulton  street.  New  York,  and  Walter  Bryant,  No 
22  Congress  street,  Boston,  Mass. 

The  Company  will  have  a  steam  drilling  mad 
on  the  work  alter  the  fitteenth  of  March,  to 
they  wish  to  call  the  attention  of  Contractors 

The  Company  reserv*  the  right  to  accept 
ject  any  or  all  of  the  Proposals  as  they  may 
sider  for  the  interest  of  the  Company. 

E.  R.  BLACKWELL,  Chief  Engineer, 

m5  3t  Buffalo,  N. 


Brass  Tubes  for  Locomotiye  & 
Marine  Boilers. 

THE  undersigned,  having  been  appointed  agent  for 
the  highly  respectable  manuiacturers,  niessrs. 
Allen,  Everett  &,  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  1  hcse 
Tubes  are  found  to  answer  well,  and  bre  now  in  most 
general  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out.  realize  about  half  the  amount 
tor  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

...  ..  JOHN  H.  HICKS, 
March  2d,  1853.         •  90B«(iv«rsu 


Notice  to  Contractors. 

■f^EW  ORLEANS,  Jackson  and  Great  Northern 
1^  Railroad.— Sealed  proposals  will  be  received 
at  the  office  of  the  company,  No.  45  Carondelet 
street.  New  Orleans,  until  the  eighth  of  April  next, 
for  the  Grading,  Masonry  and  Bridging,  dl  the  re- 
maining part  of  the  first  division  of  the  New 
Orleans,  Jackson,  and  Great  Northern  Railroad, 
extending  from  the  line  of  the  stale  of  Louisiana  to 
the  city  of  Jackson,  Mississippi,  a  distance  of 
about  95  miles. 

The  route,  generally,  is  through  a  high,  healthy 
pine  country,  which,  with  the  character  of  the 
work,  renders  it  worthy  the  attention  of  northern 
contractora. 

Satisfactory  evidence  of  ability  will  be  required 
with  proposals. 

Plans  and  profiles  will  be  ready  for  examination 
at  the  Engineer's  office  in  New  Orleans,  and  infor- 
mation regarding  the  line  given  by  the  Assistant 
Engineers,  at  Jackson  and  Gallatin,  alter  the  28ih 
of  March. 

JAMES  CLARBLE,  Chief  Engineer. 

New  Orleans,  Feb.  28,  1853. 


CAUTION. 
India-rubber  Car  Springes. 

AN  advertisement  havins  lately  appeared  in  the 
public  papers,  signed  H.  H.  Day,  claiming  to 
have  received  irom  the  American  Institute,  the  pre- 
mium for  the  best  India-rubber  Car  Spring,  the  sub- 
scribers think  it  well  for  the  satistaction  of  their 
friends  and  those  interested,  as  well  as  for  the  pur 
pose  of  exposing  false  statements,  to  pubUsh  the  fol- 
lowing Diploma,  lately  awarded  to  F.  M.  RAY,  the 
inventor  of  the  Spring.  The  original  of  which  can 
be  seen  at  the  office  of  the  company.  No.  104  Broad- 
way, New  York. 

Diploma — Awarded  by  the  American  Institute  to 
P.  M.  RAY,  for  the  best  India-rubber  Car  Spring. 
A  Gold  Medal  having  been  before  awarded. 

Signed,  JAMES  TALLMADGE, 

Presiaent. 

N.  Mcias,  Recording  Sec'y. 

Adoniram  Chandler,  Cor'g.  Sec'y. 

New  York,  Oct.,  1851. 

New  England  Car  Spring  Co.,  No.  104  Broadway, 
New  York.  7tL 

Hoole,  Stanifortb  &  Co., 

MINERVA  WORKS, 
SHEFFIFLD, 
Steel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ing  and  Machme  Files ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stanUy  on  hand  by         RICHARD  MAKIN, 
Agent  for  the  Manufaciurers, 
43  24  Broadway. 


FORQING8. 

A   XLES.  SHAFTINO,  AND  OTHER  I'OBGINGS  from  the 
tX.  GLENDON  FORGES,  for  sale  by 

GEORGE  GARDNER  <fc  CO., 

March  9, 1853. 


Viririnia  Ltocomotive  and  Car 
Worl£s. 

Wolfe  Street  and  River  Potomac,  Alexandria,  Va. 
SMITH  &   PERKINS,  Proprietors. 

MANUFACTCRE 

Locomotive  Engines  and  Tenders. 

Marine  and  Stationary  Engines  and  Boilers, 

Chilled  Car  Wheels  and  Axles. 

Patent  Chilled  and  Wrought  Slip-tire. 

Machinery  and  Castings  generally. 

The  undersigned  having  erected  very  extensive 
shops,  and  procured  the  most  modem  machinery 
and  tools,  are  prepared  to  execute  orders  for  Loco- 
motive Engines,  Cars,  and  Machinery  of  all  kinds, 
with  despatch,  and  on  the  most  favorable  terms. 
R.  C.  SMITii, 
L&  l«of  the  Alexandria  Iron  Works, 
i  '    •:  ~  TILATCHEJl  PERKINS, 

Late  Master  ol  Machinery  on  the  Bait.  &  O.  R.R. 

July^aaj  1861 


To  Railroad  Contractors. 

PACIFIC  RAILROAD. 

SEALED  Pr  tposals  will  be  received  at  the  office 
of  the  Pac  he  Railroad  Comipany,  St.  Louis, 
Missouri,  until  the  fir&t  day  ot  April  next,  for  the 
grading,  masonry,  bridging  and  ties  for  twenty 
miles,  and  unti  the  hrst  day  of  May,  for  about  sev- 
enty miles  addi:ional,  terminating  at  Jefiejson  city. 
This  division  i  i  mostly  in  the  Missouri  valley,  and 
with  the  lacilitj '  afforded  for  transportation  on  the 
river,  and  the  s  bility  on  the  side  hiH  cots  of  using 
a  large  force  a<  Ivantageously  duiliDg  the  best  part 
of  the  working  season,  it  may  t>e  worked  promptly 
and  economically.  There  will  Ibe  several  large 
bridges  on  this  division.  The  wolk  will  he  diviced 
into  sections  c  t  about  dve  miles,  but  contractors 
may  take  more  than  one  section.  Offers  received 
either  for  cash  ]  tayments  in  full,  of  a  portion  un  the 
stock  of  the  company.  Plans  an4  profiles  will  be 
ready  lor  inspection  filteen  days  biefore  the  daiea 
given  above,  and  at  any  time  intbrmation  will  be 
lurnished  by  the  Engineer.  Sepkirity  will  t>e  re- 
quired for  the  l^ithlul  and  prompt  performance  of 
tne  work.— This  Company  reserve  to  themselves 
the  right  to  reject  such  offers  as  It  may  not  seem 
to  their  interest  to  accept. 

Other  portions  of  the  road,  or  of  the  South  West 
Branch  may  belput  under  confact  during  the  sea- 
son. THOMAS  ALLEN,  President 

THpS.S.  O'SULLlViAN,  Engineer. 


jAN, 


To  Contraetors. 
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OEaLED  Prokx^sals  wiil  Ot  received  ai  the  othce 
O  of  the  Maysrville  and  Big  Sandy  Railroad  Com- 
pany, in  the  ci^y  of  Maysville,  Kentucky,  until 
Saturday,  April |2nd,  1643,  at  sundown,  foi  Grada. 
ation  and  Masohry  of  Fifty-one  iQiies  of  the  road, 
between  Maysville  and  Springvillei  (opposite  Ports- 
mouth, Ohio.)  [Plans,  Profiles  acicl  Specifications 
will  be  ready  for  inspection  lor  tiro  weeks  before 
the  day  of  letting. 

The  line  from  Springville  to  the  mouth  of  Big 

Sandy  river  wili  be  put  under  contract  as  soon  as 

this  company  receive  reliable  assurance  of  being 

met  at  that  poin|  by  the  Virginia  Central  Railroad. 

By  ord^r  of  the  Board  of  Directors, 

THOMAS  B.  STEVENSON,  President. 

CHAS.  B.  OHILDE,    Cki^ef  Engineer. 

James  A.  Leb,  Secretary. 

January  20,  ifos. 


Fniton  Car  Manufaetory,   ' 
CINPINNATI,  OHIO.  ' 

GEORGE  KEJCK  would  respectfully  call  the  at- 
tention of  Rhilroad  Companies  in  the  West  and 
South  to  his  estibhshment  at  Cincinnati.  His  facil- 
ities for  manulac^uring  are  extensive,  and  the  means 
of  transportation!  to  ditTerent  points  speedy  aod  econ- 
omical. He  is  ptepared  to  execute  te  order,  on  short 
notice,  Eight-whteled  Passenger  Cars  of  the  most  sa- 
perior  description.  Open  and  Covered  Freignt  Cars, 
Four  or  Eight- w|eel  Crank  and  Lever'  Hand  Cars, 
i'rucks.  Wheels  ijnd  Axles,  and  Rallroa4  Work  gen- 
erally. J 
Cincinnati,  Oh^,  February  9,  1858. 

£tn^  l^fety  Fuse. 

THIS  superior  Article  for  ignitinf  the  charge  in  wet 
or  dry  blastinfe,  made  with  DUPONT'S  best  pow- 
der, is  kept  for  salt  at  the  office  and  depot  of 

REYNOLDS  A  BROTHER, 

.   I^So-e  Manu/acturers,J^ 
No.  85  Liberty   St. 
NEW  YORK. 
And  in  the  principal  cities  and  towns  in  the  U.  Statsa. 
I3r  The  Premium   of  the  AMERICAN  INSTI- 
TUTE  wi>£  awarded  to  the  EtJia  Steely  Puae  at  th« 
late  Fair  heldi  n  this  city.    -  i 

Nov«-rS«r  i    tW»9.  •-    1  ly 


Pease  &  Murphy,  i 

FULTON    IRON    WORKS, 

FOOT  of  Cherty  st^  E.  R.    Offiee,   27  Cortears. 
corner  of  Cherry  st.    Manufacturers  of  Laoa 
and  Marine  Engibes. 
ti,  0.— finginef  and  Boiltn  repaired,         §4 
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RAILROAD   CONTRACTS. 


THE  MUBILE  AMD  OHIO   RAILROAD  CO. 

HEREBY  OFFER  FOR  CONTRACT  TUB 

GRADUATION,  MASONRY  AND  BRIDGING 

OF  67  miles  more  of  their  road  in  North  Missis- 
sippi, extending  trum  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  State  Line,  and 
passing  through  Itawamba  and  Tishamingo  Coun- 
ties. 

Also,  118|  miles  more  of  said  road  in  the  western 
District  ot  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nessee on  and  after  the  1st  of  March,  atid  in  Missis- 
sippi on  and  alter  :25th  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  received   under  seal,  and   contracts 
made  at  the  following  times  and  places,  to  wit: 
March  10th  to  19th  inclusive,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  20ih  to  30th,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and  McNai- 
ry  counties. 
April  5th  to  5th,  inclusive,  at  Carrolville,  Tisha- 
mingo county,  Miss.,  for  line  through  Ita- 
wamba and  TishamlDgo  counties. 

Profiles  can  be  seen,  and  other  information  ob- 
tained, as  follows:— Alter  Ist  of  March : 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  of  Mr.  Stevens,  Eogineer. 
And  after  25ih  March,  ' 

At  Carrolvilhe,  of  the  Resident  Engineer. 

Some  portions  of  the  185}  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  temperate  and  sa- 
lubrious climate. 

j  JOHN  CHILDE, 

<    Chief  Engineer  and  General  Agent. 

New  York,  January  28, 1853. 


The  American  Railroad  Chair 
Manufacturiii§r  Co. 

IN  POUGHKEEPSIK,  N.  Y., 


I  PATENT 

Locomotlre    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &  Lowell, 
Fall  River,  Vt.  Valley,  Vt.  and  Mass.,  Old  Colony, 
New  York  and  New  Haven,  Providence,  Hartford 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie, 
Boston  ai;d  Worcester,  Connecticut  River,  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  sale  by 

BRIDGES  &  BROTHER,  Agts., 
64  Courtland  St.  ^'ew  York. 
January  20, 1853. 

'  IRON. 

'  Plerson  &  Co.. 
24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manulacturedfor  LOCOMOTIVE  and  CAR  BUILD- 
ERS, and  RAILROAD  MACHINE  SHOPS  ;  also. 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks,  Axles,  Tires  and  Tire  Bars,  of 
he  B.  U.  LOWMOOR,  and  other  approved  makes, 
mporied  to  order  on  tb«  moatfovombki  ttnns. 
Febraary  lit  1663.  ■  ■ -^.--.ri 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wrodoht  Iron  Chaib,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ot  the 
chair  being  set,  by  means  of  a  sledge  or  hammer, 

close  and  nrmly  to  the  llange  of  the  rail. 

The  less  thicknessof  metd  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven— and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  Ibon  Chaibs. 

Our  Chair«  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chair*  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

BuHalo  and  Rochester,      Tioga,  •• 

[Vonhern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal.  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 

January  1, 1863. 


To  Contractors. 


HENDERSON  AND  NASHVILLE  R.  R. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  and  Nashville  Railroad  Company, 
at  Henderson,  Ky.,  will  be  received  and  are  invit- 
ed until  the  1st  day  of  April,  1853,  for  the  construc- 
tion of  that  part  ot  said  road  running  from  the  town 
ot  Henderson,  by  the  way  ot  Madison ville  and 
Hopkinsville,  to  Trenton,  Todd  county,  Ky.,  in  all 
about  eighty-three  miles.    The  bids  may  be  made 
out  on  either  or  any  of  the  following  basis — 
1.  For  the  grubbing  and  grading,  including  the 
ditching,  draining,  cuts,  fills,  culverts,  bridges 
and  turnouts  complete,  ready  for  the  wooden 
superstructure,  of  any  one  or  more  sections  of  Uu 
Road. 
3.  The  same  with  the  addition  of  the  wooden  su- 
perstructure ready  lor  the  iron  rails. 

3.  The  same  with  the  iron  rails,  chairs,  etc.,  ready 
for  the  rolling  stock,  inbluding  brolten  stone  or 
gravel  ballasting. 

4.  The  same  with  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Car-houses,  offices,  etc.,  com- 

Slete  for  use,  or 
ids  will  be  received  as  above  for  the  construc- 
tion of  the  entire  Road,  on  the  following  basis — 
viz: 
1.  For  the  grubbing  and  grading,  including  ditch- 
ing, draining,  cuts,  fills,  culverts,  bridges  and 
turnouts  complete,  ready  for  the  wooden  iuper- 
Mractare. 


2.  The  same  with  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chaiis  and  broken 
stone  or  gravel  ballasting,  ready  lor  rolling 
Slock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  lull  equipments  of  rolling 
stocks,  depots,  wood  and  water  stations,  Eogine 
and  Car  houses  and  shops,  offices,  etc.,  complete, 
and  the  whole  road  aud  its  equipments  perleci 
and  ready  lor  use. 

Complete  drafts,  maps  and  profiles  of  the  Road 
trom  Henderson,  via :  Madisonville  and  Hopkins- 
ville to  Trenton,  together  with  plans,  estimates  and 
specifications  of  the  work,  may  be  seen  by  persons 
disposed  to  bid  for  the  whole  or  any  part  of  it  at 
the  Henderson  and  Nashville  Railroad  Office,  in 
Henderson,  Ky.,on  and  after  the  Islday  of  March, 
1853.  Bidders  will  please  give  their  Post  Offace  ad- 
dress in  their  proposals. 

In  consequence  of  the  inclemency  of  the  season, 
the  high  water,  and  other  circumstances,  making  it 
in  the  opinion  of  the  Board  of  Directors,  impos- 
sible for  our  skillful  and  energetic  Chi^f  Engineer, 
Wm.  Bewley,  Esq.,  to  execute  fully  the  locating 
surveys  of  our  Railroad  in  time  for  us  to  exhibit 
the  maps,  profiles,  plans,  estimates,  etc.,  on  the  1st 
day  of  March,  1853,  as  stated  in  our  original  ad- 
vertisement, we  have  determined  to  make  a  change 
in  our  advertisement,  lest  Contractors  should 
be  decived,  and  we  now  say  that  the  maps,  profiles, 
plans,  estimates,  etc.,  of  our  Railroad,  will  be  ready 
lor  exhibition  to  Contractors  at  any  time  between 
the  10th  day  of  April  and  the  10th  day  Oi  May,  1853, 

within  which  time  bids  will   be  received,  and  that 
our  original  advertisement  is  thus  far  changed. 

Any  luriher  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  time  be  cheer- 
fully given. 

By  order  of  the  Board  of  Directors  of  the  H.  &  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
Henderson  and  Nashville  R.  R.  Co. 

Wilkinson^s 
EXPLOSIVE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

t;4  COURTLAND  ST.,  N.  Y. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  te  those  used  in  England,  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them 
at  any  speed,  will  cause  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  same  cause,  there 
will  be  a  bright  (lash,  which  will  be  so  vivid  that  It 
cannot  be  passed  imnoticed. 

Thig  will  be  found  to  be  one  more  preventive  of  col- 
lision. It  is  often  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  be  warned  of  its  danger  by  a  flag 
or  lantern,  and  in  such  instances  they  are  invaluab  le. 

They  are  impervious  to  water,  and  will  keep  their 
explosive  property  any  number  of  years.  They  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them. 

January  20,  1863. 


Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON, 

OrrXBB    HIS   ESBVICKS   FOB   THS 

PURCHASE  AND  SALE  OF 
AMERICAN   SECURITIES, 

COLLECTION  OP  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Clialrs,  or 

..._       any  kind  of  Machinery.    ...  ,4,,;. 

REFERENCES : 
Messrs  Palmer,  McKillop,  Dent  &  Co.,  London. 

"        Ckorge  Peabudv  &>  Co,  London.     •. 

"        Curtis,  Bouve  &  Co,  Boston.  '.  ., 

Richard  Irvin,  Esq.,  New  York.  ■:•, 

Robert  Ralston,  Esq  ,  Philadelphia, 
C.  C.  Jamieson.  Esq.,  Baltimore.  38 


Dudley  B.  Fuller  &  Co., 

IRON  COMMISSION   MERCHANTS, 
Ko.  139  GREENWICH  STREET, 
jriSW  YORK,        y^'i    *■ 


■<  -SD 
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R.  Groves  &  Sons, 

SHEFFIELD,  ENGLAND, 
MANUFACIURERS  OP 

WARRANTED  Ca»t  Steel  of  superior  quality  for 
Tools,  Machinery  and  Engineering  purposes. 
Single  and  Double  Shear,  Blister,  German,  Spring 
and  Sheet  Steel  of  every  description ;  also,  Cast  Steel 
Files  of  high  reputation,  specially  adapted  for  the  use 
of  Machinists,  and  Saws  and  Edge  Tools  of  all  kinds. 

Corporate  mark   rf"W^  ,  T     "> 

CHAS.  COINGREVE,  Agent, 
58  Maidenlane,  New  York. 

Stocks  of  the  above  goods  constantly  on  hand. 
January  12,  1853. 


LOW  MOOR  IRON. 

WM.  BAILEY  LANG,  9  Liberty  Square,  Boston, 
and  24  Broadway,  New  York,  &>ole  Agent  in 
the  United  States  and  Canadas  for  tbe  Lowmoor 
Iron  Co.,  is  prepared  to  receive  orders  for  ttiis  justly 
celebrat^  Iron,  and  offers  for  sale  an  assortment  of 
the  Round  sizes  which  he  now  has  in  store,  and  which 
for  strength,  soundness  and  uniform  quality,  stands 
without  a  rival. 


BowliniT  Tire  Bars. 

40  Best  Flange  Bars  5^x2  inches,  II  feet  long. 
40  "  5tx2    "  7  feet  8  in.  long. 

40    "     Flat        "     6x2      "        11  feet  long. 
40  '«  6x2      «,    J  feet  8  in.  long. 

MowinBtoreuuiforBaleby  "^       - 

RAYMOND  A.  PULLERTOW, 

1    -  46CliiiBaooU 


I.  Dennis,  Jr., 

WASHINGTON,  D.  C, 

A  TTORNE  Y  for  Inventors,  and  Agent  for  Procur- 
l\.  ing  Patents — Practical  Machinist,  Manufacturer 
and  Draughtsman,  of  20  years'  experience.  Circulars 
containing  important  information,  with  a  map  ol 
Washington,  sent  to  those  who  forward  their  address, 
and  enclose  a  stamp.  3Itf 


DeTlan's  Patent 
Oil  Manufacturing^  Co., 

12  BROADWAY,  NEW   YORK. 

THIS  Oil  is  extensively  used  on  Railroads  and 
Steamships,  and  other  Machinery,  and  is 
worthy  the  attention  of  every  individual  or  compa- 
ny that  uses  Oil  for  Lubricating  purposes.  It  is 
cheaper  than  the  best  Sperm,  because  it  answers  the 
same  purpose  and  is  more  durable,  thereby  making 
a  saving  of  from  40  to  50  per  cent.  The  best  oi 
testimonials  establish  that  fact,  but  cannot  be  given 
in  this  notice.  All  that  is  required  is  to  test  the 
matter,  and  if  it  will  not  answci'  as  recommended, 
it  will  be  taken  back  and  money  returned. 
New  York,  Feb.  9,  lb53.  2w 


W 


Buffalo  Car  Works. 

TOWNSEND  &  COIT,  proprietors 
''E  are  now  erecting  an  extensive  Establiahment 
for  the  manufacture  of  Railroad  Cars,  which 
will  be  furnished  with  all  the  conveniences  known  to 
the  business,  and  ready  for  operation  by  the  1st  day 
of  June  next,  at  which  time  we  will  be  ready  to  exe- 
cute orders  for  Baggage,  Box,  Platform  and  Cattle 
Cars,  of  the  most  approved  style  and  finish.  Mean- 
time we  are  prepared  to  make  contracts  for  work  to 
be  furnished  during  the  summer  and  fall. 

TOWNSEND  &.  COIT,  BufTalo. 
February  23, 1863. 

Upper  Canada  Mining  Co. 

lNCOaPOBAT£D   BY    ACT    OF    PARLIAMENT. 

NOTICE 

TS  HEREBY  GIVEN,  THAT  A  further  Instal- 
X  ment  of  One  Shilling  ana  Threepence  per  Share 
on  the  Stock  of  the  Upper  Canada  Mining  Com- 
pany has  been  called  in,  payable  on  the  Second  day 
•  .  T?y  ?^*.'  ensuing,  at  the  Office  ol  the  Commer- 
cial Bank,  M.  D.,  at  Hamilton. 

Notice  is  also  given,  that  all  Stock  in  default  at 
the  expiration  01  Thirty  Days  from  the  said  Second 
day  ol  May,  shall  be  forfeited. 

J.  L.  WILLSON, 
HamUton,  4ih  March,  1853.     ,        ^^"^' 


SIMEON  DRAPER,  No.  46  Pine-st.,  offers  for 
sale,  a  variety  of  RAILROAD  BONDS  and 
STOCKS;  also  CITY,  TOWN  and  COUNTY 
BONDS,  among  which  are — 

1st  Mortgage  Convertible  Bonds : 

Payable  in 
7  per  ct.— Buffalo,    Coming  and 

New  York  R.R... New  York,  1867 


7  per  ct. — Western  Vermont  R.R. 

7  per  ct.— Tioga  R.R 

8  per  ct.— Peoria  and  Oquawka.. 
6  per  ct.— Maysville  and  Lexing- 
ton   

GpercL — Dauphin  and  Stisque- 
hanna  Coal  Co 


1861-71 

187-2 
1663 

1870 

1877 


1st  Mortgage  Bonds: 

7  per  ct.— Corning  &  Blossburg.  "  1873 
7  per  ct. — Buffalo  and  New  York 

City "  1866 

7  per  ct.— Mansfield  &.  Sandusky  "  186U 
7  per  ct. — Toledo,  Norwalk  and 

Cleveland "  1861 

7  per  ct.— Vermont  Valley "  1861 

7perct.— New  Jersey  Central..  "  1860-70 

7  per  ct. — Brunswick  Canal  Co.  "  1857 
7  per  ct.— Troy  and  Bennington. Troy,  N.Y.  1862 

Also,  second  mortgage  bonds  of  many  of  the  above 
companies,  and — 

7  per  CL — Saratoga  &.  Washing- 
ton R.R  bonds New  York,  J  862 

7  per  ct.— Troy  and  Boston "  1864 

7  per  ct. — Muscogee  Railroad. . . Savannah,  1862 
7  per  ct.— Huron  and  Oxford... New  York,  1862 
10  per  ct. — Mansfield  andSandos- 

kyR.R.  Co "      1855-57 

7  per  ct.— Tow  nshi  pot  Portland, 

Ohio "  1862 

7  per  ct. — City  of  Dayton,  Ohio, 
guaranteed  by  Mad 

River  R.R "  1861 

10  per  ct.— City  of  Keokuk.  Iowa-    Keokuk,   1863 
7  per  ct. — Town  of  Huron,  Erie 

county,  Ohio Huron,    1861 

7perct.— Town  ot  Newark,  O.  ..New  York,  1860 
10  per  ct. — City  of  Milwaukee. . .         "  1857 

7  per  ct.— State  of  California.. ,        "      1862-72 
7  per  ct. — Mortgage  bonds  of  the 
Atlantic     Steamship 

Co '«  1855 

12  per  ct. — Imf  rovemr nt  Scrip  of 
the  State  of  Wiscon- 
sin for  improvement 

of  Fox  River "  1862 

Troy  and  Rutland  railroad  Stock,  with  guarantee 
of  4  per  cent,  dividend  and  one  hall  surplus  profiu 
of  this  and  Rutland  and  Wash.  R.  R. 

Rutland  and  Whitehall  Stock,  with  guarantee  of 
7  per  cent,  dividend  by  Saratoga  and  Washington 
Railroad. 

Stock  in  the  Western  Vermont  R.  R.  Co. 

Stock  in  the  Mad  River  R.  R.  Co. 

Stock  in  the  Buffalo,  Corning  and  New  York 

R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.R.  Co. 
Stock  in  the  Chemung  R.  R.  Co. 
Stock  in  the  Southern  Bank  of  Kentucky. 
Stock  in  tbe  New  York  and  Virginia  Mail 

Steamship  Company,  paying  fM  per  eent. 

dividends. 


iS 


To  Railroad  Co^s,  Locomotive 
Builders  and  Jilng^ineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  theii 
adoption  by  those  interested.  They  have  been  exten- 
•lively  used  on  Railroads,  Steamers  and  Stationary 
Boilers,  where,  from  their  accuracy,  simplicity,  and 
non-Uability  to  derangement,  they  have  given  perlect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
9nly  reliaUc  Gauge  yet  introduced. 

CHAS.  W,  COPKLAND, 
Consulting  Engineer,  64  Broadway. 
Ave.  28,  IVir     -Sm* 


A.  Wbitney  Sl  Son. 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  ChiUed  Railroad  Wheds 
for  Cars  and  Locomotives.  Also  furnish  Wheels 
fitted  complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  3ltf 
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To  Railroad  Companies,  Car 
Buildjers,  MaeninlsUi,  etc. 

SINGER,  HARTMAN  &  CO., 

SHEFFIELD  IRON   AND   BTEEL  WORKS. 

I     PITTSBURG,  Pa. 
Warehouse!  Nos.  11/9  Water,  and  140  Front  wtB. 

HANING  completed  their  arrangements  for  man- 
ufacturing Car  and  Locomouve  Axles,  Piston 
Roda,  Wrouflht  Iron  IShafting,  etc.,  either  hammered 
or  rolled,  are^repared  to  otier  inducements  as  lo  qual- 
ity and  pricey    'lliey  also  inanuAu;ture 
Boiler  Plat^  and  Rivets, 
Railroad  and  Boat  Spikes, 
Car  and  Lclcomove  i^prings, 

j"  Spring  St^l, 

Solid  Box  yicra,  etc.,  etc. 

Tbe  Cokd  Spring:  iron  Works, 

INCORPORATED  IN  184a 

IN  the  Tow^  of  Otis,  Coimty  Berkshire,  Maasacbu- 
setts,  mauufacturca  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manufacture  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON  of 
ah  descriptions.  Particular  attention  is  paid  to  the 
manufacture  bf  CAR  AXLES,  and  the  Works  being 
situated  in  aj  region  of  WOoi>  and  CHARCOAL, 
with  wiiich  tneir  Axles  are  exclu^vely  made,  the  Com- 
pany feel  conj&dent  they  can  furnish  an  article  equal, 
if  not  superior,  in  quahty  and  finish  to  any  in  the 
market.  Thfey  soUcit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  snail  be  promptly  at'ended  to  :  and  execut- 
ed on  terms  ab  advantageous  a«  can  be  had  elaewhere. 

Thev  refer  to^ 
John  Kinsman,  Esq.,  Superintendent  Eastern  Raii- 

roadj  Salent,  Mass. 
A.  T.  Peirce,E8q.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osborni  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lakf  Erie  Railroad,  Sandusky  City.  Obi*. 
W.  W.  WethdreU,  Car  Builder, 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass. 
<M,  GEO.  W.  PRESCOTT,  Sup't. 

Otis,    " 
12,  1852.  4lr 


November, 


Toledo,  Norwalk  ^nd  Cleve- 
land Railroad. 

OPEN  through,  completing  the  last  hnk  in  the  chain 
of  Railro^as  between  J\ew  York,  Boston,  Phila- 
delphia, Baliilnore,  W  ashingion  City  and  Chicago. 

On  bnd  after  Monday,F'ebruary  7, 

18*3,  Passenger  Trains  will  run 

oaiiy  ^s>unda]l8  excepted)  as  follows  : 

Leave  T«)ledo  at  9  A.  M.  and  10  P.  M. 
Leave  Cleveland  at  9.20  A.  M.  and  9  P.M. 
,       CONNECTING 

At  Toledo  with  trains  of  Michigan  Southern  Rail- 
road, for  Chicago  and  the  West. 

At  Bellevue  liith  trains  of  Mad  River  and  Lake  Erie 
Road,  for  Sandusky  City,  Dayton,  Indianapolii, 
Cinciunali,  e:c. 

At  Monroevilie  with  Mansfield  and  Sandusky  City 
Road,  for  Sandusky  City,  Shelby  Junction,  Co- 
lumbus, Newark  and  ZanesvUle. 

At  Grafton  w^th  Cleveland,  Columbus  and  Cincinna- 
ti Road,  I  for  Shelby  Junction,  Columbus  and 
Cincinnati. 

At  Cleve  an  i  with  Lake  Shore  Road,  via  Dunkirk, 
for  New  Vork  and  Boston,  via  Buftalo,  for  New 
York  and  Albany  and  lor  W  ettem  Road  and  Bos- 
ton, with  Cleveland  and  Pittsburg  Road  for 
Piitsbuig,  W  lieeUng,  Philaotlphia,  Baltimore,  A 
Washington  City. 

I  E.  B.  PHILUPS,  Sup't. 

Office  T.,Pt  &  0.  R.  R.,  i     ^  '       *^ 

Norwalk,  O.,  Feb.  2  1853.  ( 


Iron  for  Macliinists. 

tTHE  SUBSCRIBERS, 
IMPORTERS  AND  DEALERS  IN     j 
liON  AND  STEEL,  | 

HAVE  constantly  on  hand  a  good  assortment  of 
iron  and  Steel,  expressly  adapted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS, 

AND    MACHINISTS    GENERALLY. 

ELLIOTT  &  HOLDBN,  ' 
Feb.  16,  1883.  90  Beekman  st ,  N  Y. 


SCOTCH 
era,  by 


Fire  Bricks. 

Patent— for  aaie  in  lots  to  suit  purchM* 


>r  Bojc  in  IOI.8  10  smt  pu 
G.  O.  ROBERTSON, 
136  Water  street,  corner  of  Pioe,  ' 
November  IB,  l»i,  N«w  Ywk 
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AMfiRICAir    RAILROAD    JOVKMAh'* 


CARHART'S    IMPROVED    TURNTABLE. 


He! 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing twnud  by  OJSE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly SI, 300  apiece;  this  included  all  the,  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rait  ior  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars, 


;or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen 
tral  Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cat,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 
KFig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Pig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  partictllars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14,  1853. 


LOW  MOOR  AXLES, 


A  SUPERIOR  Article  for  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent- WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and  24  Broadway, 


New  York. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchasing  Rich 
ardson's  Patent  Oil  Cups,  or  therigQt  to  use  the  same, 
except  of  the  undersigned,  Proprietor  of  the  Patent, 
or  of  acme  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westminster,  Vt.,  will 
be  promptly  attended  to.  £.  DJtWOLF,  Jr. 


To  JBngrineers,  Arcliitects  and 
Dranglitsineii. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profession*,  that  he  has  con- 
stantly on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE. 

Feb  9  1863.  3l5  Broadway,  N.  Y. 


Kallroad  Iron. 

THE  undersigned  Agent  for  the  manufactureis,  is 
prspared  to  contract  for  T  Rails,  of  the  luual 
pattern  and  weights,  to  be  delivered  on  board  slup  in 
Wales,  or  at  this  port. 
For  terms,  appfy  to  JOHN  H.  HICKS, 

,  90  Beaver  et. 
March  2d,  1863,       •       ''      "- 


<? 


Wm.  Swinburne, 

LOCOMOTIVE  ENGINE  BUILDER  Paterson, 
N.  J.,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc.  6tf 

"     Krnpp's  Prussian 
CAST    STIS£L    AXLES. 

THESE  Axles  have  never  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be- 
fore their  use  becomes  universal  1 

THOS.  PROSSER  &  SON, 
Sole  Agents,  28  Piatt  tt,  New  York. 
New  York,  Feb.  7, 1863. 
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Satnrdajr,  JKarcb  )36,  1853* 


Neiw  Tork  aud  Erie  Railroad* 

Below  we  give  in  full  the  reply  of  this  com- 
pany to  the  article  in  the  Journal  of  the  I9th 
ultimo,  impeaching  the  management  of  thb  road. 

Office  New-York  and  Erie  Railroad  Co.,  \ 
New  York,  March  10,  1853.      J 
Messrs.  Daniel  Drew,  Moran   Brothers,  Siracban 
&  Scott,  George  D.  Post,  and  others. 
Gentlemen  :  I  am  in  receipt  of  yours  of  a  re- 
cent date,  calling  my  attention  to  a  late  publication, 
in  which  you  say,  "  the  undersigned  stockholdeis 
and  bondliolders  of  your  company  respectiully  ask 
your  attention  to  an  article  in  The  American  Rail- 
road Journal  of  the  I9ih  inst.,  in   which  the  cbar- 


whicb,  they  very  we'l  know,  whenever  the  stock- 
holders are  not  satisfied  with  all  or  any  ol  those 
having  the  control  of  the  road,  they  have  a  remedy 
within  their  power,  which  is,  simply,  to  place 
others  in  charge,  in  whose  competency  and  fidelity 
they  have  confidence. 

The  article  to  which  you  call  my  attention,  open? 
with  a  statement  made  up  from  our  last  Report  to 
the  Legislature,  showing  the  construction  account 
to  have  been  increased  during  the  preceding  year, 
some  Three  Millions  and  a  half  of  dollars,  but 
without  the  slightest  allusion  to  the  cause  of  such 
increase;  and  then  asserts  that  it  is  understood, 
that  "  no  annual  report  is  to  be  made  ;  and  ac 
counts  for  the  supposed  omission  upon  the  ground 
ihat  "  a  full  exposure  of  the  affairs  of  the  company 
is  feared  by  the  leading  Directors,  as  convicting 
them  of  either  unwise  and  imprudent  expenditure 
or  incompetence." 

The  directors  have  heretofore  considered  it  their 
duly,  during  tke  progress  of  the  work,  to  present 
from  time  to  time,  statements  of  the  affairs  and  con- 
dition of  the  company  ;  but  after  the  road  was  so 
(ar  finished  as  to  be  brought  into  general  use,  it  was 
not  deemed  necessary  to  present  any  other  report  to 
the  stockholders  than  the  one  called  lor  by  the  Gen 
eral  Railroad  Law,  which  requires  a  full  and  min 
uie  report  to  be  made  up  to  the  30th  September  of 
each  year,  under  the  oath  or  afiirmation  of  the 
Treasurer  and  Superintendent;  which  report  is 
sufficiently  explicit  to  a  full  understanding  of  the 
condition  of  any  railioad.  No  olher  report,  that  1 
am  aware  ol  is  generally  made  by  railroad  compa- 
nies in  this  State,  alter  they  are  brought  into  gen- 
eral use. 

It  may  be  proper  to  say,  that  nearly  the  whole 
article  in  The  Journal  is  made  up  of  quotations 
Irom  the  several  reports  made  by  the  company 
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acter  of  your  company  is  most  unfavorably,  and 
we  believe,  most  unjustly  represented."    You  then 
proceed  to  say  that  "justice  to  your  Directors,  and 
those  who  are  interested   with  us  in  its  affairs,  re- 
quire that  the  public,  be  at  once  furnished  with  the 'during  the  progress  of  the  work,  and  of  comments 
means  of  refuting  the  charges  referred  to,  and  we  thereon,  showing  discrepancies  that  exist   between 
feel  confident  that  a  simple  statement  of  the  present  |  the  estimate  ot  cost,  made  trom  time  to  time,  and 
condition  of  the  company,  with  a  full  schedule  of 
the  property  owned  by  it,  will  in  itaelf  be  a  suffi- 


the  actual  cost  of  the  work  ;  and  especially  Irom 


cient  answer,"  &c 

In  compliance  with  your  request,  I  hare  read  the 
article  to  which  you  call  my  attention,  ana  must 
say  that  a  more  unfair  and  disingenuous  statement, 
to  say  nothing  of  its  insinuations  and  misrepresen- 
tations, has  rarely  been  presented  to  the  public  in 
any  journal,  claiming  to  be  respectably  conducted. 

No  notice  would  have  been  taken  of  this  plausi- 
ble, yet  abusive  article,  but  for  the  fact,  that  our 
attention  i<«  called  to  it  by  a  respectable  body  ol 
stockholders,  to  whom  we  cheerfully  concede  the 
right,  at  all  times,  to  be  placed  in  possession  of  the 
facts  necessary  to  a  full  understanding  of  the  con- 
dition and  prospects  of  the  company.  It  is  not  our 
custom  to  take  any  notice  of  articles  of  the  char- 
acter referred  to,  believing  that  the  Directors  are 
sufficiently  well  known  in  this  community,  not  to 
require  any  certificate  of  character  to  sustain  them 
against  these,  or  any  siaiilar  attacks,    Besides 


the  last  annual  report  made  to  the  Legislature, 
showing  that  the  construction  account  had  been  in- 
creased abont  83,500,000,  daring  the  preceding  year, 
without  any  allusion  to  the  fact,  which  must  have 
been  well  known  to  the  writer,  that  during  the  last 
year,  the  company  had  been  actively  engaged  in 
building  a  large  amount  of  double  track.  Com- 
ments are  next  made  upon  the  meagerness  of  the 
reports  of  the  New- York  and  Erie  railroad  com 
pany,  compared  with  those  of  other  companies,  and 
especially  those  ot  the  Baltimore  and  Ohio  railroad, 
and  a  parallel  is  run,  not  only  as  to  the  reports,  but 
10  the  comparative  cheapness  of  construction,  &c. 
The  article  states:  "The  Erie  with  its  branches 
is  464  miles  long;  the  Baltimore  and  Ohio,  380; 
and  as  far  as  the  chars cteriftlics  of  ih*;  two  routeh 
are  concerned,  there  is  no  comparison  between 
(hem."  We  have  always  been  accustomed,  before 
this,  to  consider  the  difficulties  of  construction  on 
the^  £rie  railroad,  take  them  as  a  whole,  to  b«  oi 


quite  a  seriou  J  and  expensive  cparacier — quite  as 
much,  if  not  I  lore  so,  than  those  of  any  other  rail- 
road in  the  co' intry.  This  opia|ou  has  heretofore 
been  entertained,  not  only  by  jourselves,  but  by 
Engineers  of  arge  experience,  and  others,  thor- 
oughly acquainted  with  railroad  construction  in 
this  country  ;  pll  ot  whom  it  apltears  have  labored 
under  a  delusjon.  And  we  noV  learn  that  "  as 
far  as  difficult  and  expensive  cjbetacles  a'e  con- 
cerned in  the  way  6f  construction,  those  encount- 
ered on  the  Erie  sink  into  insignificance  compared 
with  the  otherr  It  is  further  stated,  to  carry  out 
the  comparison  between  the  tiro  roads,  that  the 
Baltimore  ani  Ohio,  of  380  miles  in  length,  has 
cost  but  little!  naore  than  SI7.000000,  while  the 
Erie,  of  464  oiiles,  including  branches,  has  cost 
$27,551,207;  and  that  "upon  the  Baltimore  and 
Ohio  there  ari  twelve  tunnels,  having  an  aggre- 
gate length  of  llO.SpO  feet,  and  niore  than  33  miles 
have  grades  oC  over  100  feet  to  tpe  mile." 

I  am  happy  to  be  able  to  say  to  you,  that  the 
Erie  has  not  a^ingle  tunnel  on  the  whole  length  of 
the  line  ;  neither  is  there  one  sifegle  mile  of  any 
thing  like  100  feet  grade  to  the  m(iie.  It  is  precisely 
because  the  n^nagers  would  not  consent  to  have 
any  tunnels,  ot  excesively  high'  grades,  or  sharp 
curves,  that  th«  Erie  may  have  co^t  more  than  some 
other  roads.  It  the  present  m^hftgers  would  have 
consented  to  biiild  their  road  over  grades  of  "  more 
than  100  feet  to  the  mile,"  with  curves  of  400  or 
bOO  feet  radius, jthey  might  have  puilt  a  cheap  road 
at  the  outset,  biit  in  the  long  run  i^  would  have  been 
the  worst  possible  economy.  It  was  because  the 
managers  wereideterminea  to  get  the  best  line,  the 
nature  ot  the  dotiutry  would  adiihit  of,  both  as  to 
curves,  grades,|and  permanency  of  character,  that 
their  road  has  qost  more,  much  myre  than  the  orig- 
inal estimates.  ^ 

It  may  be  prdper  here  to  menti<>n,  for  the  infor- 
mation of  all  who  are  not  familiar  with  the  char- 
acteristics of  tke  New  York  an4  Erie  Railroad, 
that  the  main  line  from  Piermott  to  Dunkirk  is 
446  miles  in  length,  exclusive  df  the  NewDurgh 
branch,  18  milts  in  length;  ana  has  no  graces 
exceeding  sixty  feet  to  the  mile,land  less  than  25 
miles,  in  the  iggregate,  of  such  grades.  More 
than  half  ot  its  fatire  length,  in  the  direction  of  iu 
heaviest  tonna^,  is  practically  level,  the  grade* 
not  exceeding  pve  feet  to  the  mile.  It  has  one 
continuous  lin^  of  140  miles,  going  east,  with 
grades  not  excelrding  5  feet  to  the  mile,  and  going 
west,  not  exceeding  10  feet  to  tb^  mile;  also  one 
continuous  grade  of  90  miles  of  level  or  slightly 
descendinr  graces  going  east,  with  no  grades  ex* 
ceeding  15  feet  to  the  mile,  goiing  west.  The 
'emaiuing  grades  vary  from  15  lb  50  lect,  and  bat 
7  mile:9,  between  50  aod  60  feet  to  the  mile.  It 
has  no  curves  pf  less  radius  than  1000  feet,  ex- 
cept one  of  abouE  800  feet.  But  these  comparatively 
easy  grades  and  purves  throughout  toe  entire  length 
of  the  road,  hakre  only  been  obtiined  at  a  large 
expeuditure  ol  ihontj. 
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The  wbule  txtetit  ot  tbese  impiuvemeriis  ia  th^ 
line,  grades,  and  character  ot  the  woik,  were  no 
luliy  deiermioed  on  tor  two  or  three  years  after  tht 
preseoi  managers  assumed  the  coDtroi,  and  not 
until  ibey  bad  made  considerable  progress  in  tht 
wuik,  and,  alter  earetul  eiamination,  were  lull) 
convincea  of  the  propriety,  expediency  and  neces- 
sity of  building  an  entirely  different  road  from  that 
originally  cuuiemplaied. 

Tiiaiinc  true  imprests  of  the  company  demandec 
these  changes  and  improvemtnts, does  notadmii  oi 
a  doubt.  We  very  iranlily  legiet  that  they  have 
co^t  so  large  a  sum.  We  irankly  admit  that  the) 
have  cost  more,  much  mure,  tban  we  had  hupeu 
they  would  have  cost.  We  have  labored  bard, 
yery  bard,  lor  nearly  eight  years,  to  build  thisroau 
lor  the  benebt  ol  our  ciiy  and  s'.ate,  and  believe  it» 
importance  and  value  are  generally  auknowledgeo 
and  appreciated. 

Wnea  the  present  managers  assumed  the  control, 
they  had  but  liiile  praclical  acquaintance  with  iht 
worK,  and  the  ditiicukies  that  lay  in  the  way  ot  ii.- 
construciion.  A  chtnp  road  was  all  that  was  at 
fifkt  anticipated ;  but  as  the  work  progressed,  a 
better  acqud  niauce  with  railroads  convinced  them 
of  the  necessity  of  changing  the  character  ot  the 
woik,  and  ot  building  a  loaU  ot  au  entirely  differ- 
ent, and  uf  a  more  peim<inent  character.  A  cheap 
road,  wiib  hign  grades,  sharp  curves,  and  oi  a  tein 
poraiy  cbaracier,  uiigblhave  t)een  buHiai  a  saving 
of  expense  ot  millions  ot  dollars;  and' wouid  hav< 
saveJ  the  directors  a  vast  amuuut  oi  present  abust 
and  mi»reprrsentation,  but  they  would  have  proveu 
recreant  to  their  duty,  lo  have  buili  such  a  road, 
in  view  of  the  vast  amjuni  of  tonnage  dsetined  W 
pass  over  it. 

It  may  De  proper  here  tostate,  that  when  the  new 
orgauiZdtion  was  formed  in  1646,  the  managers, 
not  having  any  acquaintance  wita  the  work,  oi 
the  chaiaeier  of  the  country  through  which  it  wa> 
to  be  built,  their  estimate  of  the  cost  was  baseu 
upon  a  report  ot  the  chief  engineer,  made  to  tht 
predecessors  in  office,  and  by  thciu  published  mure 
than  one  year  and  a  half  Deiore  the  new  organi- 
zation was  lormed.  This  estimate,  it  may  also  be 
proper  to  state,  did  not  include  ine  r^ewburgii 
biauch,  which  the  company  were  alterwards  re- 
quired by  law  to  build,  as  a  condition  ot  certain 
legislation.  Beside,  that  estimate  was  based  upon 
the  expectation  that  the  $'2,000,000,  which  had  been 
expended  west  o!  Binghamion,  in  piling  i^O  miles 
of  track,  the  purchase  ot  timber  to  complete  it, 
and  the  grading  ot  37  miles  of  road,  could  be  made 
available. 

To  get  a  better  and  a  shorter  line,  this  portion 
of  the  old  road  was  nearly  all  abandon^^ ;  and  the 
decay  of  the  piles  and  timber  before  that  part  of  the 
road  was  reached,  had  rendered  the  whole  ot  this 
large  expenditure  worse  than  valueless;  as  the  cost 
and  damages  consequent  upon  the  change  ot  the 
line,  were  more  than  the  value  of  all  the  work  and 
materials  that  were  available. 

The  propriety  and  expediency  of  these  improve- 
ments have  been  so  Irequently  stated,  as  to  render 
a  tuUer  explanation,  at  this  time,  unnecessary. 
Elxperience  demonstrated  the  inexpediency  ot  ma- 
king a  piled  road,  where  one  of  a  more  permanent 
character  can  conveniently  be  made. 

'I'he  ultimate  productiveness  of  a  railroad  does 
not  so  much  depend  upon  its  first  cost,  as  upon  its 
permanency  of  character,  aad  its  suitable  and  pro- 
per construction.  I  hope  we  shall  be  pardoned  in 
carrying  the  comparison  between  the  two  roads 
above  named,  still  farther,  as  it  has  peea  forced 
upon  us  in  the  article  referred  to,  and^s  we  have 
the  example  of  the  Company  alluded  to,  as  a  prece- 
dent. 

In  comparing  the  cost  of  the  Baltimore  and  Ohio, 
and  New  York  and  Erie  Railroad,  it  is  stated  that 
the  Baltimore  and  Ohio,  of  380  miles  in  length, 
has  cost  a  little  more  than  Sl7,OOU,UuO,  but  it  i» 
not  stated  whether  it  is  yet  finished  with  all  the 
necessary  appendages  of  turn-outs,  stations,  &c. 
The  gross  earnings  per  last  report,  for  the  preced- 
ing year,  jvere  ;$  1,325,563,  or  abdut  86,4ti8  per 
mite. 

The  New  York  and  Erie  Railroad,  of  484  miles, 
including  Newburgh  Branch,  cost  $21,  551,207,  as 
per  report  of  Sept.  30,  1852.  The  gross  earnings 
lor  the  preceding  year  were  $3,537,766,  or  about 
97,720  per  mile,  inclusive  of  the  Newborgh  Branch. 


We  will  not  express  an  opinion  how  lar  the 
comparative  teatuies  or  characteristics  of  th^  two 
Roads  have,  or  have  not  contributed  to  these  re- 
sults. The  earnings  of  the  last  year  on  our  road 
would  have  shown  a  much  more  favorable  result, 
fne  earnings  ol  the  last  year  on  our  road  would 
nave  shown  a  much  more  favorable  result  were 
<t  not  that  the  business  of  the  Transportation  De- 
partment was  very  greatly  embara^sed  and  inter 
icred  with,  by  the  building  of  a  double  track  of 
about  180  miles,  parallel  to  the  main  line,  requir- 
ing the  constant  use  of  the  track  and  machinery, 
to  transport  materials  for  building  such  double 
track,  wnile  it  was  already  overtax*^  by  tne  regu- 
lar transportation  business. 

The  article  referred  to  then  states  that  the  '^  Erie 
Company  have  never  voluntarHy  made  a  puDlic 
<;xhiDiiioa  ot  its  affairs,  unless  torced  to  do  so  by 
the  want  ot  money,"  and  then  asks  *'  whether  it  be 
not  an  outrage  upon  all  decency,  tor  this  tJompanv 
lo  go  into  the  market  and  borrow  $10  000,000,"  &c. 
'  without  the  slightest  authentic  iiitonnation  as  to 
the  objects  lor  which  this  sum  is  wanted,  and  with- 
out turnishing  any  evidence  to  enable  the  public 
to  judge  wheiher  the  previous  conduct  of  the  Di 
rectors  has  been  such  as  to  entitle  them  to  have 
the  expenditure  of  so  much  money." 

Ttie  idea  that  lenders  of  money  have  sufficient 
confidence  in  the  character  and  management  otthr 
Directors,  and  the  capability  and  value  of  ihe 
tvork,  to  loan  the  Company  money  "  without  lur- 
uisniug  any  evidence  to  enable  the  public  to 
judge"  whether  they  are  entitled  to  so  much  confi- 
Jence,  explains  the  reason  ol  this  ouiburst  ol 
virtuous  and  patriotic  indignation.  It  is  because 
they  have,  by  tnis  arrangeuieot,  secured  the  means 
to  build  a  double  track,  and  to  make  such  lurther 
additions  and  improvements  as  are  needed  to  place 
this  great  work  in  a  proper  condition,  that  this 
indiguant  remonstrance  and  warning  are  indulged 
in.  Tnis,  or  some  uoexplEined  cause,  has  produc- 
ed this  exhibition  ot  abuse  and  malignity,  which, 
out  for  the  reasons  stated  in  the  fiist  part  of  the 
letter,  would  have  been  entirely  disregarded. 

I'he  tacts  in  regard  to  the  loan  oi  $10,000,000 
are  these:  The  Company  have  made  a  mortgage 
on  the  road,  to  cover  the  proposed  issue  of  Bonds 
in  manner  Ibllowing : 

$3,000,000  of  Bonds  are  sold,  principally  on 
foreign  account. 

$3,000,000  are  not  to  be  issued  for  one  year. 

$4,000,000   are   to   be   reserved   to   pay    a  like 
amount  of  what  are  — ^^  known  as  "  2d  Mort- 
gage Bonds,"  due  in  1850. 
$10,000,000. 

The  object  of  this  issue  is  to  provide  as  follows  : 

1st.  For  the  payment  of  the  floating  debt. 

2d.  For  the  extension  of  the  double  track  as  far 
as  Corning,  (and  as  far  as  will  probably  be  re- 
quired fur  several  years.) 

3d.  For  the  purchase  of  additional  machinery, 
which  is  indispensable. 

The  next  item  commented  on  is  that  of  Dividends 
on  the  Stock.  The  writer  remarks:  "  For  a  Com- 
pany to  declare  a  dividend,  without  accompanying 
It  with  a  financial  statement  ot  its  affairs,  to  enable 
the  public  and  the  stockholders  to  judge  whether 
it  has  been  earned,  or  not,  carri<>s  with  it  a  badge 
of  Iraud."  He  then  proceeds  to  comment  upon  the 
fact  that  the  'construction  account  from  January 
to  September  30,  was  increased  $3,551,205.  Hence 
he  concludes  that  the  declaring  and  paying  a  divi- 
dend on  the  stock,  with  a  knowledge  ot  the  vast 
increase  of  the  construction  account,  carries  witti 
it  a  "  badge  of  fraud,"  and  again  indulges  in  anoth- 
er outburst  of  indignation,  and  triumphantly  asks, 
"  Can  latuity,  or  incompetency,  or  dishonesty, 
even  parallel  such  effrontery  as  this  1" 

From  this  sage  conclusion  it  is  seen  that  the 
writer  considers  it  a  fraud  for  the  Company  to  pay 
a  dividend,  if  they  do  earn  it,  so  long  as  they  re- 
quire money  for  construction  account.  The  Com 
pany,  which  is  held  up  as  a  model  of  imitation  is 
progressing  with  the  work  of  construction ;  and 
yet,  from  their  last  report,  it  appears  that  they 
declared  a  dividend  of  seven  per  cent,  in  stock ; 
and  who  calls  in  question  the  propriety  of  such 
decision  1 

In  relation  to  the  dividends  of  the  Erie  Company, 
it  may  be  proper  to  state,  for  the  information  of  all 
concerned,  that  no  dividend  is  declared  until  the 


whole  subject  of  transportation  earnings  and  ex- 
penses has  been  carefully  examined  by  a  select 
Committee  and  reported  to  the  Board  of  Directors, 
for  discussion  and  final  action. 

The  Directors  consider  that  they  hare  quite  as 
much  at  stake  in  the  proper  management  oi  the 
Road  as  the  author  of  the  article  reterred  to,  or 
those  who  dictate,  encourage  or  applaud  his  abuse, 
if  any  there  may  be,  and  ar»»  ^uite  as  deeply  in- 
terested in  everything  that  affects  the  value,  credit 
or  character  of  this  work.  Owning  between  two 
and  three  millions  of  its  stock  and  bonds,  or  nearly 
the  tenth  of  all  the  capital  and  effects  ot  the  Com'- 
pany,  it  would  appear  reasonable  that  they  would 
endeavor  to  take  good  care  of  their  own  property, 
at  least,  and  by  doing  that  take  care  of  the  interests 
of  those  associated  with  them. 

The  next  commentary  is  upon  the  Company's 
last  report  to  the  Legisiatuie,  pointing  out  apparent 
discrepancies  in  the  aggregate  amount  or  lost  of 
alt  the  items  called  tor  by  the  General  Railroad 
Law.  In  relation  to  this,  it  may  be  proper  to  say 
that  every  it^m  of  information  called  for  was 
given,  the  Directors  not  deeming  it  necessary  to 
volunteer intbrmation,  not  calUd  tor,  which  might 
have  been  stated,  however,  (to  make  up  the  whole 
cost  ol  all  the  property  ?nd  effects  ot  the  Company,) 
under  the  head  of"  other  articles  and  property  not 
enumerated"  or  called  for  by  the  law. 

I  will  now  proceed  to  furnish,  in  accordance 
with  your  reouest,  "  a  simple  statement  of  the 
present  condition  of  the  Company,  with  a  full 
schedule  of  the  property  owned  by  it,"  as  follows: 

Stock  issued  to  date(!VIar«fa  1) $9,612,995  00 

1st  mortgage  bonds,  due 

1st  J  ly,  1867 $3,000,000  00 

2nd  mortgage  bonds,  due 

1st  March,  1859 4,00000000 

Income   bonds,  due  1st 

February,  1853 2,649,000  00 

Convertible  bonds,  due 

1st  February,  1871  ..  4,351,000  00 
Convertible  bonds,  due 

1st  January,  186  J ....  3,500,000  00 
7  per   cent,  certificate?, 

due  1st  January,  1854     503,868  00 

18,003,868  00 

Bills  payable  for  all  pur- 
poses   3,361,70131 

Cash  borrowed 11,144  62 

Due  for  unclaim'd  tickets        1,447  50 
Due  for  construction  &, 

transport'n   payments 

to  1st  March,  for  the 

preceding  month,  say      250,000  00 
Due  for  unclaimed  divi- 
dends on   stock    and 

bonds,  some  of  which  "^ 

have  been  sunding  for         ' 

years 60,653  85 


Deduct  assets  : 

Cash  en  hand$l  15,552  00 

Buffalo  and 
State  line  R. 
stock 257,650  00 

Stock  &  cash  i 

advanced    to  ' 

establish     a  > 

line  of  steam-        >     "\ 
ers  on   Lake  | 

Erie,  to  run 
in  connection 
with  the  road  340,487  50 

Loaned  to  par- 
ties to   esta-  I 
blishalineof  t 
propellers  to  j 
run   in   con- 
nectioii  with 
the  road 25,000  00 

Balance  due 
Irom  Post-of- 
fice departm't  40,53786 

Advanced    to     -    ' 
Union    R.R. 
for  improve- 
mentofroad, 
&c 45,000  00 


$3,684,947  18 
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Due  lrou4  sun- 
dry parties.,    44,498  92.,' 
Due  Ironi  oth- 
er railroads,    42,067  04  '"■      '. 
Due  from  sta-        ...     '., 
liou  agents  & 
customers. , .  104  034  50 

-1,024  267  62 

;.    ,.,-^ 2,660,679  36 

1^*  Total.... S30,277,542  36 

Thus  ft  will  be  seen  that  the  New  York  and 
Erie  railroad,  including  all  its  assets,  property, 
and  effects,  of  every  name  and  descripMon,  has- 
cost  the  stockholders,  up  to  the  1st  March,  1833, 
the  sum  above  named,  viz.  $30,279,512  36. 

The  questions  which  now  naturally  present 
themselves,  are :  What  have  the  directors  to  show 
for  this  large  expenditure  of  money  1  Has  the  road 
and  its  fixtures,  property  and  effects,  cost  more 
than  was  necessaiy— or  more  than  works  of  a 
similar  character  1  Has  the  large  and  expensive 
machinerv  necessary  lor  carrying  through  a  work 
ot  such  m'agniiude,  been  wielded  as  prudently  and 
economically,  (amidst  the  unnumbered  difficulties 
and  embarrassments  incident  to  such  a  work,)  as 
the  nature  of  the  case  would  admit  1  Or  as  much 
so  as  a  watchful  and  anxious  solicitude  could 
accomplish  1  These  questions  must  be  answered 
to  the  stockholders,  and  to  that  end  we  present  the 
following  schedule  of  property  and  effects  of  the 
company : 

Ist.  416  miles  main  line  of  road,  of  a  solid  and 
permanent  character,  nearly  all  well  fenced  on 
both  sides,  including  several  large  and  expensive 
bridges,  rebuilt  during  the  past  year,  (which  were 
found  to  be  too  light  or  insufficient  structures  for 
the  heavy  engines  and  trains  on  the  road);  also, 
the  sfbstitutioa  of  heavier  iron  on  nearly  fitly 
miles,  in  the  place  of  rails  which  were  too  light 
in  weight. 

2ad.  18  miles  Newburgh  branch,  of  an  equally 
solid  and  permanent  character. 

3d.  98  miles  of  sidings  or  switches,  which,  in 
many  cases,  have  cost  as  much  per  mile  as  the 
main  track 

4th.  139  miles  double  track,  principally  built 
during  the  last  nine  months,  a  portion  of  which  is 
now  in  use,  and  the  iron  laid  on  nearly  all  the  re- 
mainder, making  in  all  701  miles  of  single  and 
double  tracic,  including  sidings  and  switches — or, 
701  miles  of  iron  rails  laid. 

There  is  one  explanation,  which  it  may  not  be 
improper  to  make  in  this  connection.  In  the  report 
ot  the  24th  of  December,  1851,  it  is  stated,  that  the 
portion  of  double  track  which  the  company  pro- 
poses to  build,  is  ot  easy  grade  and  construction, 
and  can  be  built  at  the  rate  of  about  $10,000  per 
mile.  This  error  occurred  through  inadvertence 
either  in  writing  or  printing,  and  was  not  noticed 
till  the  report  was  circulated,  and  too  late  to  be 
corrected.  It  should  have  been  printed  graded,  in- 
stead of  built.  Before  the  road  was  put  under  con- 
tract, however,  it  was  determined  to  build  a  portion 
of  the  double  track  on  a  different  part  of  the 
road,  where  it  was  more  necessary,  though  doubly 
expensive. 

To  the  701  miles  of  track  may  be  added  the  cost, 
and,  in  a  few  cases,  the  present  value,  of  the  fol- 
lowing items;  all  of  which,  and  more,  is  made 
necessary  by  the  present  and  increasing  business 
These  items  are  necessarily  much  larger  than  they 
would  be  in  a  road  ot  ordinary  magnitude,  capa- 
city and  business ;  and  I  take  the  liberty  to  add,  in 
this  connection,  that  persons  but  partially  ac- 
quainted with  the  subject  of  railroads,  are  apt  to 
overlook  these  matters  somewhat  in  making  esti- 
mates, and  to  think  that  the  construction  account 
is  closed  with  the  grading  and  superstructure. 

149  locomotives  cost $1,351,226  00 

131  passenger  and  baggage  cars 287,283  00 

1855  freight  and  burden  cars 1,223,654  00 

Machine  and  work  shops 2  2,972  00 

Machinery  in  shops 142,486  00 

Materials  on  hand,  connected  with 

shops 160,000  00 

Wood  on  hand 335,000  00 

Freight  and  passenger  depots 480,683  00 

Water  stations 207,816  00 

Steamboats  and  bargcB  oa  Hudsoa 


river  terry 205,586  00 

Block  of  stores,  offices  at  pier,  inclu-.  ■   ^ 

ding  pier  buildings,  (the  value  of 

which  is  morr  than  double  the  cost,) 

cost 102.670  00 

Telegraph  line 50,000  00 

Land  purchased  to  obtain  supplies  of 

wood,  including  surplus  lands  to 

be  disposed  of,    at    Susquehanna 

and  other  places 150,000  00 

6,644  tons    English    and    American 

iron    on   hand,  distributed  on  the 

line,  at  $55  per  ton  (worth  $70  per 

ton) 365,42000 

Materials  on  hand  in  engineer  depart- 
ment       112,727  00 

464  miles  single  track,  including  "I 

Newburgh  branch j 

139  miles  double  parallel  track. .,  ^24,890,019  36 
98  miles  sidings  and   switchings,  | 

making  in  all  701  miles,  as  above  J 

Total $30,277,542  36 

It  will  be  seen  from  the  above,  that  the  railroad 
proper,  with  its  double  track,  sidings,  and  switches, 
and  including  between  800  and  900  miles  of  fencing 
— also  including  interest  on  stock,  regularly  paid 
during  the  construction  of  the  road,  until  it  was 
completed  to  Lake  Erie,  discount  on  bonds,  old 
unsettled  claims,  &.c. — has  cost  to  date  less  than 
$;i5.000,000,  or  about  853,640  per  mile;  or,  inclu- 
ding all  property  and  effects  of  every  description, 
S30,277,542,  or  about  $65,000  per  mile. 

By  reference  to  the  last  annual  reports  to  the 
legislature  of  our  sta*e,  it  will  be  seen,  that  the 
oitier  railroads  terminating  in  our  city  have  cost 
quite  as  much  per  mile  as  the  New  York  and  Erie 
railroad.  This  is  not  said  by  way  of  disparage- 
ment of,  or  by  way  of  making  any  unfavorable 
comparisons  with,  those  roads;  but  simply  to  show 
that  all  railroads  terminating  in  our  city  are  neces- 
sarily expensive. 

Hudson  river  railroad,  of  144  miles  in  length, 
has  cost,  per  last  report,  $10,557,654,  or  $73,109 
per  mile. 

New  York  and  New  Haven  railroad,  of  61  miles 
in  length,  has  cost,  per  last  report,  $4,885,937,  or 
$79,266  per  mile. 

The  recent  negotiation,  and  the  provision  made 
under  the  mortgage  referred  to,  for  a  lurther  issue 
of  $3,000,000  of  bonds,  will,  it  is  believed,  be  ample 
to  secure  the  completion  of  a  double  track  to 
Corning,  a  distance  of  277  miles.  This,  it  is  be- 
lieved, is  as  far  as  will  be  imperatively  needed  for 
several  years  to  come  ;  as  beyond  that  point,  there 
is  but  one  important  railroad  connection,  until  the 
road  reaches  its  terminus  at  Dunicirk. 

The  necessity  for  urging  forward  this  double 
track  to  the  point  named,  is  deemed  imperative, 
and  cannot  be  delayed  without  a  total  disregard  ol 
the  best  interests  ol  the  company.  The  reasons 
for  it  are  self-evident,  a  lew  only  of  which  need  be 
named  to  convince  every  stockholder  and  friend  of 
the  road  of  the  (act. 

The  local  business  on  the  line  of  the  road  is 
already  large,  and  rapidly  increasing;  and  when 
to  it  is  added  the  iarge  and  increasing  business 
resulting  from  a  connection  with  Lake  Erie  and 
the  other  great  western  lakes,  and  the  country  bor- 
dering on  them,  and  the  trade  of  which  is  reached 
at  Dunkirk  and  Buffalo,  (the  latter  by  Buffalo  and 
New  York  city  railroad  via  Hornellsville,)  ana  the 
vast  network  of  railroads  in  Ohio,  Indiana,  and  the 
west  and  southwest — the  necessity  of  a  double 
track,  under  these  circumstances,  is  too  obvious  to 
need  any  argument,  and  too  urgent  to  be  delayed. 
And  hence  the  necessity  for  itie  loan  above  re- 
referred  to. 

In  addition  to  the  above,  there  are  several  rail- 
roads of  the  same  width  of  gauge,  now  constructed 
and  in  prepress  of  construciion,  conneciing  with 
us  at  different  points  on  the  road,  viz.,  one  at  Great 
Bend,  one  at  Binghamton,  one  at  Owego,  two  at 
Corning,  one  at  Hornellsville,  and  one  ot  the  same 
gauge  just  put  under  contract  from  Pittsburgh  (the 
point  of  connection  not  having  yet  been  definitely 
settled) — all  ot  which,  by  their  position,  are  tribu- 
tary to,  and  dependent  upon  this  road,  to  reach  the 
New  York  market.  These  roads,  in  the  aggre- 
gate, will  amount  to  between  800  and  900  miles  in 
length. 


Our  duty  loibe  stuck tiulJers  and  boDdhuiders.onr 
duty  to  these  roads,  imperatively  demand  a  double 
track  totlie  exteilt  above  named;  and  when  that  is 
accomplished,  th;  bu^ness  must  of  necessity  be  as 
large  as,  it  not  li  rger  than,  that  of  any  railroad  in 
our  country.  AL  that  is  necessary  |to  a  full  under- 
standing ot  this  BuKject,  and  tbe  advantageous 
position  occupiet  by  this  road,  is  t<)  spread  a  map 
oelore  you.  and  observe  the  great  lumber  of  rail- 
road connection!,  traversing  somt  of  the  most 
fertile  and  valuable  portions  of  th^  state,  and  ter- 
minating on  our  road,  as  a  main  jtrunk,  ana  you 
cannot  reasonab  y  dou^t  that  tbe  ^tock  will  be  a 
most  desirable  aid  profitable  investment. 

For  the  inlormation  of  the  stockholders,  a  state- 
ment of  the  gross  receipts  and  expenditures,  and 
the  average  year  y  receipts  per  milp,  is  submitted, 
for  every  jear  since  the  road  was  first  brought  into 
use,  and  appendei  to  this  letter. 

An  earlier  rep  y  to  your  letter  would  have  been 
furnished,  but  tur  some  unavoidable  delays;  and 
one,  among  otheis,  has  occurred,  iii  getting  reports 
trom  the  heads  o'the  several  departments. 
Verv  -espectfully  vour8.i 

BilNJAMINLODEfl,  President.      • 

{For  the  Year  ending  Scpteikbtr  30.) 
Receipts  and  Ex)  senses  of  Ike  Nkw  Yi^ri  and  ErU 
Railroad,  jrom  ikptember,  Ib4l,  w  Scpttmier '30, 
1852,  as  prr  reyorts  to  the  L''gisla6fire. 

Year.  Miles 
in  use. 


1842. 
1843. 
1844. 
1845. 
l'^6. 
1847. 
1818. 
1849. 
1850. 

1851 

1852 


46 
53 
53 
53 
62 
62 
74 
205 
281 


Freight  Passengerk,  Total       i 

&c.  Receipts. 

S42.p76  35  $47,991  47  $90  967  83 

10I.J33  91  69  135  97  170,469  88 

1 00  930  43  60.762  29  161  im  72 

82,h69  66  44  173  35  126.345  01 

J20,fr6l  75  64,754  73  185  516  48 

153.i2H34  100  990  97  254.119  08 

185,190  93  125.722  32  310  913  25 

446.^33  66  363,209  96  810  143  62 

564,179  15  574,6»0  4|6  1,139,559  61 

1,091,^88  11  1,190.280  54  2,281,668  65 

tot       '          [  'I 

464    1905^84  39  1.663,930  30  3,569,815  29 

$4,795,^76  69  4,305.634  13  9,101,21142 
Expen-   Receipt^ 


J  281 


Year.  Expenses'* 


1842. 
1843. 
1844. 
1845. 
1846. 
1847. 
1848, 
1849. 

1850. 
1851. 


$71,809^2 
125,020  H 
116.991  i5 
70  217  74 
1-23,173  §7 
172.970  te 
195.508  49 
488,926  21 

623,948  06 
1,277,680 


ses  per 
cent.* 
79 
73 
12 
56 
66 
68 
62 
61 


1852.    1,871,168' 


55 

56 

53 


per  mile 
per  annum. 
$1.977  00 
2,144  97 
3  050^1 
2,283  y? 
2390  53 
2,4"<5  79 
4,201 53 
3,951  92 

5,069  00 
6,117  PO 


r,690 


f 


Remarks. 


18|  months. 


15  months. 


From  May, 
616  miles. 

9  months. 

From  May, 
464  miles. 


$5,137,415 

♦  These  expen^ 
diture  of  Ferry,  i 
Lake  Erie. 

Receipts  of  tHve 
1853. 

1851 

October $356, 

November..   299 
December..  296,'J 


>8  include  all  the  litems  of  ezpen- 
well  as  those  of  Steamboats  on 


fonths  of  Jiscd, 


sjecrs 


1852  and 


1833 

53  21 
20  40 
00 


January  . 
February 


171, 
201,1 


1852-18S3 

$376,838  $9 
348,162  17 
352,138  33 
304,151  05 
308,569  19 


Increase. 

$20,285  68 

48,741  77 

55,858  33 

132  709  58 

106,698  17 


ToUl...l,325,i65  46     1,689,859  63    364,294  81 

(1.)  We  published  in  the  Journal  of  the  I9ili  of 
February,  the  last  report  of  this  cpmpany  to  the 
Legislature,  in  f^.  We  also  ga^e  copious  ex- 
tracts from  severak  of  the  reports  of  the  company 
to  the  stockholders.  There  is  no  pretence  that 
these  reporu  wer^  misstated  or  garbled ;  or  that 
the  quotations  wete  presented,  In  a  manner  calcu- 
lated to  impart  a  cjifferent  meaning  from  what  they 
were  originally  injtended,  by  their  abhors,  to  con- 
vey.   From  suchj  data  w«  deduce4  certain  con- 
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clu:>iua!«.    It  our  logic   was  bad,  lis  uo&ouDdness 
will  be  detected,  to  our  injury.     If  our  language 
was  unbecoming,  under  the  circumstances,  we  ad- 
mit that  our  motive  may  be  impugned  thereby.   As 
both  are  befoie  the  public,  we  are  willing  to  leave 
these  questions  to  their  decision.     If  we  had  im- 
peached the  management  of  the  company  upon  the 
strength  of  rumors  picked  up  in  tUe  street,  and 
opposed  these   rumors  to    the  statements  of   the 
company,  sanctioned,  as  they  are,  by  the  oaths  ol 
the  treasurer  and  superintendent,  we  might  perhapt- 
have  been  censurable.   We  have  only  commented 
upon  *»vidence  turnibhed  by  the  company.     We  do 
not  write  abuse,  and  we  certainly  had  not  the  mosi 
remote  intention  to  give  a  prejudiced  view  of  the 
case.     Whether  we  have  done  so  or  not,  we  leave 
to  the  public  to  say,  who  have  the  whole  record 
before  them. 

If  it  be  the  test  of  respectability  to  become  the 
mouth-piece  of  a  particular  party  or  oiique.toblow 
hot  or  cold,  as  suits  their  interests,  to  submit  our 
own  judgment  to  theirdictation — then  our  paper  is 
not  a  respectable  one.  But  this  question  of  respec- 
tability, between  our  course  and  the  conduct  of  the 
directors  of  the  Erie  railroad,  we  leave,  with  the 
others,  to  the  decision  of  the  public. 

(2.)  Mr.  Loder  says :  ' 

The  directors  have  heretofore  considered  it  their 
duty,  duiing  the  progress  of  the  woric,  to  present, 
Ixom  time  to  time,  statements  of  the  affairs  and 
condition  of  the  company ;  but  after  the  road  was 
so  far  finished  as  to  be  t)!ought  into  general  use, 
it  was  not  deemed  necessary  to  present  any  other 
report  to  the  siocKholders,  than  the  one  called  for  by 
the  General  Railroad  Law,  which  reqaires  a  lull 
and  minute  report  to  be  made  up  to  the  30th  ot 
September  of  each  year,  under  the  Qath  or  affirma- 
tion of  the  treasurer  and  superintendent;  which 
report  is  sufficiently  explicit  to  a  lull  understanding 
ol  the  condition  of  any  railroad. 

All  that  is  material  in  the  "  statements  of  the 
affairs  of  the  company,  made  during  the  progress 
of  the  road,"  we  have  given  to  the  public  in  our 
preceding  articles  upon  the  management  of  this 
road.  We  have  shown  that  these  reports  throw  no 
satisfactory  light  upon  its  "  condition  and  af- 
fairs." It  they  proved  anything,  they  demonstrated 
that  nearly  one  half  of  the  present  capital  has 
been  sunk  in  construction.  They  leave  us  entirely 
in  the  dark,  as  to  where  the  vast  sums  of  hioney  re- 
ceived by  this  company  have  gone.  Each  suc- 
ceeding report  flatly  contradicts  the  statements 
and  estimates  of  all  the  preceding  ;  so  that  a  per- 
son ariaiug  from  the  perusal  of  them,  is  left  more 
uncertain  as  to  the  real  condition  of  the  company's 
affairs  than  belore.  I    i 

None  of  these  reports  ot  the  company,  since 
1844,  have  been  accompanied  by  any  reports  ot 
engineers  or  superintendents.  Nor  have  we,  in 
any  instance,  the  estimates  of  engineers,  pre 
sented  in  such  detail  as  to  enable  us  to  form  correct 
ideas  ot  the  amount  of  work  done,  or  to  be  done; 
or  whether  the  prices  paid  were  reasonable  or 
extravagant.  In  fact,  the  directors  have  furnished 
us  with  no  data,  which  we  can  apply  ai^  tests  ot 
wise  or  improvident  management.  If  reports  ot 
the  character  we  have  stated,  are  appropriate  to 
a  work  of  such  vast  magnitude,  and  involving 
8uch  immense  interests  as  the  Erie,  we  contess 
that  we  entertain  very  erroneous  ideas  upon  these 
subjects. 

Since  the  completion  of  the  road,  the  reports  made 
by  the  company  to  the  Legislature  "are  sufficiently 
explicit,"  says  Mr.  Loder,  "  to  a  full  understanding 


light  these  reports  shed  upon  toe  management  ol 
the  company,  and  the  condition  of  the  company's 
affdirs. 

Beiow  we  give  the  reports  made  by  the  Erie 
company,  showing  the  "  Cost  of  Road  and  Equip- 
ment" for  the  past  four  years : 

Cott  of  Road  and  Equipment. 

l»4:^  1850. 

Graduation,  masonry  & 

bridges 85,883,242  47  S7, 180,422  51 

Superstructure,  includ- 
ingiron 2,613,81771 

Passenger  and  treight 
stations,  buildings  & 
fixtures 271,323,89 

Engine  acd  car  houses, 
machine  shops,  ma- 
chinery and  fixtures. 

Land,   land    aamages, 
and  fences 557,096  60 

LfKomotives  and  fix- 
tures &  snow  plows.      402,332  85 

Passenger  and  baggage 
cars 98,01197 

Pi  eight  and  other  cars.      287,238  13 

Engmeering  and  agen- 
cies       367,73631 


1850. 

Assumed  cost $20  323,5^^1  03 

Actual  cost 13,452,499  37 


Discrepancy 6,871,081  66 

1851. 

Assumed  cost 24,024  858  20 

Actual  cost 17  'SlS.b&i  96 


3,612,435  92 
377,458  46 

742,492  44 

567,312  64 

108,458  21 
480,71«  98 

374,200  21 


Discrepancy 6,055,275  24 

1852. 

Assumed  cost 27.551 ,205  71 

Actual  cost 20,828,945  16 


Total,  including  cost 
previous  to  the  pre- 
sent organization.  16  430,868  33  20,323,581  03 

Correct  footings  ....10,481,880  90  13,452,449  37 

1851.  1852. 

For  graduation,  mason- 
ry and  bridges 9,388,836  38  10,661,624  92 

Superstructure,  includ- 
ing iron  4,230,508  06    4,790,322  46 

Passenger  and  freight 
stations,  buildings,  Sl 
fixtures,  included  a- 
bove 

Land,  land  damages,  & 
fences 990,854  85 

Locomotives  and  fix- 
tures, and  snow  plows  1,117,643  96 

Passenger  and  baggage 
cars 17829084 

Freight  and  other  cars      859,255  26 

Engineering  and  agen- 
cies       443,886  80 


Discrepancy 6,722,260  55 

Statement  showing  the  discrepancy,  in  the  seve- 
ral reports  of  the  company,  between  the  assumed 
co6t  of  the  road,  and  the  cost,  as  represented  by  its 
stock  and  debts : 

1849. 

Assumed  cost ft  16,430,868  33 

Slock  and  debts 14  100,457  83' 


Discrepancy $2,330,410  50 

1850. 

Assumed  cost 20  323,581  03 

Stock  and  debts I8,i33,7i8  83 


Discrepancy 2,189,862  20 

1851. 

Assumed  cost 24,028,858  20 

Stock  and  "debts 23,453,534  50 


1,077,365  67 

1,349,987  20 

262,878  78 
475,821  29 


475,821  29 


Discrepancy 575,323  70 

1852. 

Assumed  cost 27  551  205  71 

Stock  and  debts 27,093,913  62 


Total 24.028,858  20  27  551,205  71 

Correct  footing....  17,973,582  96  20,828,945  16 
The  capital  account  for  the  several    years   is 
stated  in  the  reports  as  follows  : 

1849  1850. 

Stock $5  778,89100  $5,801,2*55  29 

Funded  debt 5,839,918  90  9,856  568  90 

Floating  debt 2,481, b47  41  2,475,864  64 


Totals 14,100,457  31 

1851 

Stock $5992,289  29 

Furdeddebt. 14  503  868  90 

Floating  debt 2,957,376  31 


18,133,718  78 

1852. 

37,766,991  17 

18,003  868  90 

1,323,053  55 


Totals 23,453,534  50    27,093,913  62 

SL'MMART. 

Actual  cost  Assumed         Cost  as  repre- 

of  road  as  in             sented  by  the 

per  items.  reports.        slock  and  debts. 

1849. $10,48 1.889  90  $16,430,868  33  $14,100,457  31 

1850..  13,452.499  37  20,323,58103     18,133,718  83 

1851 ..  1 7,973,582  96  24,028,858  20     23,453.534  50 

1852.  .20,828,945  16  27,551,205  71     27,093,913  62 

Statement  showing  the  extent  of  the  discrepan- 
cies in  the  several  reports  ol  the  company,  between 
the  actual  cost  of  the  road,  as  per  items  or  vouchers, 
and  the  assumed  cost. 

1849. 

Assumed  cost $16,433,868  33 

Aciualcost 10481,88990       ^ 


Ot  the  condition  of  the  road."     I^et  us  »ee  whati  Discrepancy , ,,,,  ..$5,9^1,978  43 


Discrepancy 457,292  09 

Such  are  the  reports  to  the  Legislature,  which 
Mr.  Loder  informs  us,  are  sufficiently  explicit  to  a 
full  understanding  oi  the  condition  of  the  road. 
If  Mr.  Loder  can  translate  these  reports,  and  make 
them  palpable  to  ordinary  apprehension,  we  will 
give  him  credit  for  nothing  less  than  inspiration. 

We  had  always  supposed  the  cost  ol  a  road  to  be 
equal  to  its  capital  stock  paid  in,  and  debts.  Such 
is  the  case  with  other  roads,  and  such  must  be  the 
fact,  except  when  earnings  Art  used  in  construction, 
which,  it  will  not  be  pretended,  has  been  the  case 
with  the  Erie.  In  such  an  event,  however,  it  is 
always  customary,  we  believe,  to  give  stock  divi- 
dends to  the  amount  of  earnings  so  expended.  But 
when  a  discrepancy  exists  at  any  one  time,  be- 
tween the  capital  and  construction  accounts,  it 
must  continue  to  be  uniform  at  every  subsequent 
stage  in  the  history  ot  a  company,  unless  changed 
in  the  manner  stated.  We  shall  again  refer  to  this 
discrepancy  in  the  case  of  the  Erie  railroad  by  and 
by. 

So  far  from  the  company's  reports,  either  to  the 
stockholders  or  to  the  legislature,  furnishing  any 
correct  notion  of  the  state  of  the  company'^  affairs 
we  venture  the  assertion,  that  there  is  not  a  bank- 
er, no,  nor  a  person  in  this  city,  whether  in  the 
company  or  out,  who,  were  he  applied  to  by  a  for- 
eign stockholder  or  bond  holder,  lor  an  intelligent 
statement  ot  the  actual  condition  of  the  affairs  uf 
the  company,  could  furnish  such  statement.  Every 
person  who  reads  this  paragraph  will,  in  his  own 
mind  at  least,  give  an  emphatic  negative.  Is  any 
new  light  thrown  upon  this  subject  by  the  recent 
letter  ol  the  president  of  the  company  1  A<me  vakat- 
ever.  What  a  commentary  upon  this  statement, 
and  what  a  commentary  upon  the  present  and  past 
management  of  this  vast  enterprise.       '-.*^ 

(3)  It  is  common  report  that  the  company  are  con- 
struciijig  a  double  track  upon  a  portion  of  its  line, 
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though  no  repm-t  of  the  company  has  ever  alluded  to 
the  fact.  We  do  not  consider  rumor  a  sufficient 
authority  for  attacking  the  management  of  the 
company.  We  do  not  think  safe  to  consult  it  to  as- 
certain what  the  company  are  doing.  We  have 
never  quoted  rumor  in  this  discussion.  We  put 
the  company  upon  the  ^and  and  comment  only 
upon  the  testimony  drawn  from  them.  Rumor  dees 
not  tell  us  how  much  the  double  track  has  cost,  or 
is  to  cost ;  whether  it  has  been  paid  for  or  not.  Yet 
Mr.  Loder  censures  us  lor  not  taking  rumor  as  a  suf- 
ficient apology  for  his  acts.  When  we  can  get  no  bet- 
ter evidence  of  mismanagement,  he  need  fear  no  as- 
saults from  our  pen. 

(4)  This  subterfuge  wont  answer.  Mr.  Loder  has 
need  of  a  belter  memory.  Improvements  effected  in 
the  road  is  an  old  excuse  which  has  twice  been  ot- 
fered,  of  which  the  directors  Itoice  have  had  the 
benefit.  It  was  functus  officio  years  ago.  We 
showed  all  this  matter  up  in  the  article  in  the 
Journal  of  the  19th  instant.  The  "  battle  of  the 
giants"  was  fought,  and  the  victory  won  as  early 
a«  1848,  when  the  road  was  opened  to  Binghamton. 
The  managers  of  the  road  charged,  and  were  allow- 
ed, in  the  settlement  of  1849,  the  vast  expense  in- 
curred in  reducing  grades  and  curves  to  level 
and  straight  lines,  lor  cleaving  mountains  in  sun- 
der instead  of  tunnelling  them ;  for  constructing  a 
first  class  road  instead  of  a  poor  one.  After  all  the 
improvements  made,  or  their  cost  ascertained,  the 
entire  cost  of  the  road  was  estimated  at  only  $1G,- 
000,000,  a  sum,  for  which  in  addition  to  the  State 
gratuity  and  surrendered  stock,  amounting  to  about 
$4,000,000  more,  no  competent  engineer  will  say 
that  a  road  as  good  as  the  Erie,  with  its  equipment 
could  not  have  been  built.  Since  the  directors  had 
the  benefit  of  these  improvements,  they  have  sub- 
milted  three  reporw  to  the  stockholders,  in  addition 
to  those  made  to  the  Legislature ;  and  although, 
from  the  vast  excess  of  expenditure  over  estimate 
shown  at  each  time  driving  the  directors  to  make 
use  of  every  possible  apology  in  explanation.  The 
cost  of  these  improvements  have  never  been  allu 
ded  to,  till  the  appearance  of  Mr,  Loder's  recent 
letter. 

We  are  not  enlightened  as  to  the  exact  cosi 
of  these  improvements,  bat  it  could  not  have 
amounted  to  a  very  great  sum  ;  as,  aAer  they  wer« 
completed,  the  whole  cost  of  the  road  was  estimated 
at  only  $16  000,000,  less  than  the  cost  of  the  Bal 
timore  and  Ohio  road. 

(5)  With  regard  to  the  comparative  cost  of  the 
Erie  and  the  Baltimore  and  Ohio  railroads,  oui 
statement  that  the  latter  is  the  more  expensive 
of  the  two,  will  not  be  controverted  by  engineers. 
The  former  has  cost  about  $17,000  000,  graded  for 
a  double  track  throughout;  the  Erie,  $31,000  000 
graded  (save  that  portion  now  in  progress,)  for  a 
single  track  only.  The  highest  summit  on  the  Erie 
road,  which  is  upon  the  table  lands  of  western  New 
York,  is  1,770  feet  above  tide  water,  and  is  over- 
come by  gradual  approaches.  The  Baltimore  and 
Ohio  railroad  crosses  the  Alleghenies,  at  an  ele- 
vation of  2,620  fee;,  and  has  one  plane  of  14  miles, 
of  116  feet  grade,  and  to  have  avoided  this  grade 
would  have  required  a  tunnel  of  5^  miles.  The 
engineer  of  this  road  is  known  to  be  second  to 
none  in  this  country  in  his  profession ;  and,  in  the 
construction  of  this  road,  has  spared  no  expenditure 
that  promised  a  beneficial  result,  as  far  as  the 
future  iraflic  of  the  road  is  concerned.  It  consti- 
tutes the  only  avenue  between  Baltimore  and  the 
west.    Hence  the  necessity  felt  of  adapting  it,  as 


far  as  money  would  effect  this  object,  to  the  accom- 
modation ot  the  vast  commerce  which  is  destined 
to  pass  over  it. 

(6.)  The  comparison  of  the  earnings  of  the  two 
roads  is  grossly  unfair.  On  the  30ih  of  September 
last,  the  Baltimore  and  Ohio  railroad  was  opened 
only  to  Cumberland,  179  miles  from  Baltimore. 
Success  has  been  predicated  of  this  road,  only  in 
the  event  of  its  reaching  the  Ohio.  The  earnings 
of  this  division  of  the  road  for  the  past  year,  were 
$1,325,563,  or  at  the  rate  of  $7,400  per  mile,  for 
an  unfinished  road.  The  earnings  of  the  Erie, 
completed  to  the  lakes,  with  its  western  connections 
formed,  were  $3,537  766,  or  only  about  $7,000  per 
mile  ;  for  the  Chemung  branch,  leased  and  run  by 
the  company,  and  the  distance  from  this  city  to 
Piermont,  or  by  way  of  the  Paterson  and  Ra- 
mapo  road,  also  run  by  the  company,  must  be 
taken  into  the  account.  The  result  shows,  there- 
fore, that  the  Baltimore  and  Ohio,  an  unfinished 
road,  earned  more  per  mile  the  past  year,  than  the 
Erie,  completed  to  the  great  lakes. 

The  proper  test  would  be,  to  compare  the  earn- 
ings of  the  Baltimore  and  Ohio  road  with  what 
would  have  been  those  of  the  Erie,  provided  it  had 
been  extended  no  further  than  Hancock. 

Allowing  both  to  have  been  of  equal  length 
there  can  be  no  doubt  that  the  earnings  of  the 
Baltimore  and  Ohio  road  would  have  been  double 
those  of  the  Erie. 

Mr.  Loder  says : 

The  article  referred  to  then  states  that  "  the  Erie 
company  have  never  voluntarily  made  a  public 
exhibition  of  its  affairs,  unless  lorced  to  do  so  by 
the  want  of  money  ;"  and  then  asks,  "  whether  ii 
be  not  an  outrage  upon  all  decency,  for  this  com- 
pany to  go  into  the  market,  and  borrow  $10  000,- 
000,"  &c.,  "  without  the  slightest  authentic  infor- 
mation as  to  the  objects  for  which  this  vast  sum  is 
wanted,  and  without  furnishing  any  evidence,  to 
-nable  the  public  to  judge  whether  the  previous 
conduct  of  the  directors  has  been  such,  as  tc 
entitle  them  to  have  the  expenditure  of  so  much 
money. 

We  reiterate  both  charges.  Nothing  but  want 
or  the  compulsion  of  law  have  ever  brought  the 
directors  before  the  public.  Every  preceding  loan 
was  accompanied  by  a  statement  of  the  condition 
a^the  company.  Why  did  not  such  a  report 
precede  the  negotiation  of  the  $10,000,000  loan  7 
Simply  for  the  rea'^on  that  the  unsecured  loans,  to 
the  amount  of  $10  500,000,  expended  in  construe 
tion,  had  furnished  them  the  means  of  obtaining  a 
new  supply  without  a  fresh  appeal  to  the  public. 
Like  King  Charles,  of  parliamentary  memory,  the 
directors  as  suddenly  become  independent  of  the 
people,  and  as  unmindful  of  past  pledges,  as  soon 
AS  supplies  are  obtained.  These  being  secured,  the 
public  is  indf^finitely  "  prorogued."  Their  com- 
plaisance is  at  an  end  as  soon  as  the  cofiers  of  the 
company  are  filled;  and  we  shall  not  hear  from 
them  again,  till  want  overtakes  (hem,  when  some 
new  subterfuge  or  apology  will  be  invented,  as  a 
pretext  for  a  new  supply. 

(7)  Again: 

The  idea  that  lenders  of  money  have  sufficient 
confidence  in  the  character  and  management  of  the 
directors,  and  the  stability  and  value  of  the  work, 
to  loan  the  company  money,  "  without  furnishing 
any    evidence   to   enable    the    public    to   judge," 

whether  they  are  entitled  to  so  much  confidence 

explains  the  reason  of  this  outburst  of  virtuous  and 
patriotic  indignation  It  is  because  they  have,  by 
this  arrangement,  secured  the  means  to  build  a 
double  track,  and  to  make  such  further  additions 
and  improvements,  as  are  needed  to  place  this  great 
work  in  a  proper  condition,  that  this  indignant  re- 
monstrance and  warning  are  indulged  in.    This, 


or  some  unexplained  cause,  has  proouced  this  ex- 
hibition of  abu«e  and  malignity,  which,  but  for  ihe 
reasons  stated  «i  the  first  part  of ,  the  letter,  irould 
have  been  entiitely  disregarded.     ! 

Heaven  forfcnd,  that  we  shduld  be  envious 
of  your  reputations  acquired  in  the  management 
of  a  railroad  1  j  We  hope  we  have  higher  stand- 
ards, both  of  enivy  and  admiratioit.  We  think  the 
public  will  refer  our  criticism  td  a  very  different 
motive  from  tiat  of  envy  of  th;  success  of  the 
directors,  or  hostility  to  the  road.  If  it  be  malig- 
nity to  publish  ^our  own  statemeits  to  the  world, 
so  be  it. 

(8)  We  now  come  to  the  obje<;t8  for  which  the 
recent  mortgag  f  was  made. 

The  facts  in  regard  to  the  loa^  of  $10000,000 
are  these:  Th(  company  have  made  a  roorigage 
on  the  road,  to  cover  the  proposed  issue  of  bonds, 
in  manner  following. 

$3,000,000  ol  b<incis  are  sold,  priDc|ipally  on  foreign 
account. 

3  000,000  are  jot  to  be  issued  foij  one  year. 

4,000,000  are  to  be  reservd  to  pay  a  like  amount 
01  what  are  known  ^s  2od  mortgage 
bonds,  due  in  1859. 


10.000,000 

The  object  o^  this  issue  is  to  provide  as  folio  vs  ; 

1st.  For  the  payment  of  the  floa  ing  debt. 

2nd.  For  the  extension  of  the  dduble  track  as  far 
as  Corning,  (a  id  as  far  as  will  probably  be  re- 
quired lor  several  years.) 

3<i.  For  the  purchase  of  additional  machinery, 
which  is  indisp(nsable.  j 

We  are  thaiktul  for  so  muck  information  iii 
reference  to  the  objects  of  the  new  iban,  though  very 
different  from  t  le  rumor  and  exfiectaticn  when  it 
was  first  announced.  So,  it  seemp  that  no  provi- 
sion is  made  fo'  the  bonds  of  I8p5.  We  cannot 
but  admire  the  sell-denial  of  thd  directors,  who, 
with  a  heavy  d<;bt  impending  over  them,  have  put 
themselves  on  a  lowance  for  aye^r  as  to  amount; 
although,  since  February,  1851,  ^  pe'iol  ol  only 
two  years,  they  lave  exceeded  their  estimate  $'•)• 
000,000,  or  mor ;  than  $5,000,000  &  year  !  A  sod*. 
den  fit  of  ambit  on  and  repentance  seems  to  have 
seized  hold  of  these  gentlemen.  We  have  seen 
how  these  proiesptions  and  suddenlresolutions  have 
been  kept.  Unaer  similar  protestations,  and  with  a 
full  knowledge  ^f  the  work  before  Ihem,  the  cost  of 
the  work  has  gobe  up  from  11  to  ^1  million  ol  dol- 
lars. Is  not  a  consistent  and  \iQ\wTmpast  a  better 
pledge  for  the  fUure,  than  these  fash  and  uuc'jn« 
sidered  vows'?  | 

(9)  Again  : 

Ttie  next  iteia  commented  on  |s  that  of  Divi- 
dends on  the  sto  :k.  The  writer  rehtarks  :  "  For  a 
Company  to  dec  are  a  dividend,  without  accompa- 
nying it'wiih  af  oancial  statement  of  its  affairs,  to 
enable  the  publ  c  and  the  stocknoliters  to  judge 
tvhether  it  has  bl^en  earned  or  not,  trarries  wiih  it  a 
badge  of  fraud.''  He  then  proceeds  to  comment 
upon  the  fact  that  the  constructioh  account  from 
January  to  Septe  nber  30,  was  increased  $3  551 .205. 
Hence  he  concludes  that  the  declaring  ant'  paying 
a  dividend  on  ih«  stock,  with  a  knowledge  ut  this 
vast  increase  of  «he  construction  Recount,  carries 
with  it  "  a  badg^  of  fraud,"  and  ag^in  indulges  in 
another  onibursi  of  indignation,  a^d  triumphantly 
asks, "  Can  fatuijiy,  or  incompetencl',  or  dishonesty, 
even  parallel  su^b  effrontery  as  this  1" 

Can  it  1  we  repterate  !  Take  the  stand,  gentle- 
men! In  your  report  of  the  24ili  of  Dec.  1851, 
nearly  8  months  after  its  compledoi/t,  to  Lake  Erie, 
you  say : 

The  tolaZ  cost  )(  the  Erie  railroad,  including  60 
miles  of  doubhi  track,  sidings  and  firnou's. 
wharves,  locomolives, cars,  stations] anrf  property  of 
every  description  (excepting  $"250  000  Buffalo  antf 
State  line  stock,)lis  $50,172  per  mi|e,  or.  exclusive 
of  engines,  cars,  steamers,  toaiioni,  etc.,  §43,3^ 
per  mile. 
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On  the  first  day  of  January  loUowing,  the  direc- 
tors declared  a  dividend  of  4  per  cent,  from  alleged 
earnings.  On  the  1st  day  of  July  three  and  a  halt 
per  cent,  and  on  the  Ist  of  January  last  four  per 
cent. 

Neither  of  the  two  last  dividends  were  accompan- 
ied with  any  balance  sheet  or  financial  state- 
ment, showine:  whether  they  were  earned  or  not. 
In  the  mean  time  the  only  report  that  we  hav«  from 
the  company,  is  that  to  the  Legislature  of  the  30th 
of  Sept.  last,  which  we  have  given  above.  We 
took  the  statement  in  the  report  of  Etec.  24th  to  be 
true.  If  it  were  true,  then  the  increase  of  capital 
account  should  have  been  charged  to  the  running, 
and  not  to  the  construction  account.  You  were  im- 
peached to  be  sure  by  one  of  the  two  statements, 
and  we  took  the  probable  view  of  the  case. 

Our  article  of  the  19ih  of  February,  quoted  by 
Mr.  Loder,  is  as  follows  : 

We  contend,  too,  that  for  a  company  like 
the  Erie  to  declare  a  dividend,  without  accompa- 
nying it  with  a  financial  statement  of  its  affairs,  to 
enable  the  public  and  the  stockholders  to  judge 
whether  the  same  has  been  earned  or  not — carries 
with  it  a  badge  of  fraud.  The  directors  may  be 
entirely  mistaken.  Take  the  ca«e  of  the  dividend 
paid  by  this  company  in  July.  The  increased  cost 
of  the  road  from  January  to  Sept.  30th  last,  was 
S3,551,205  71.  Assuming  this  increase  to  have 
been  uniform,  on  the  1st  dav  of  July  the  construc- 
tion account  had  increased  S2  367,470  46  !  Yet,  in 
the  face  of  this  vast  increase,  with  a  knowledge, 
which  the  leading  directors  must  have  had,  that  a 
dividend  was  not  earned,  one  was  declared,  with- 
out the  publication  of  a  syllable,  showing  the  con- 
dition of  the  company.  Can  fatuity,  or  incompeten- 
cy, or  dishonesty  even,  parallel  such  efi'rontpry  a* 
thisl  The  company  has  never  earned  a  dividend. 
All  that  have  been  declared  have  been  in  yiolation 
of  the  rights  of  the  bondholders. 

(10")  In  reply,  Mr.  Loder  says:        ^ 
From  this  sage  conclusion  it  is  sten  that  the 
writer  considers  it  a  fraud  lor  the  company  to  pay 
a    dividend  if  they  do  earn  it,  so  long    as  they 
require  money  for  construction  account. 

We  maintained  no  such  doctrine,  and  Mr.  Loder 
has  grossly,  and  we  fear  knowingly  and  wilfully 
misrepresented  us. 

When  we  criticised  Mr.  Loder,  we  did  him  the 
justice  to  quote  in  full  his  statement  Or  explana- 
tion. Why  does  he  not  treat  us  in  the  same  man- 
ner 1  In  our  article  complained  of,  we  took  the 
ground  that  no  dividend  had  been  earned  by  the  Erie 
road.  We  said  nothing  about  the  propriety  of  de- 
claring dividends  if  earned,  while  the  road  was  in 
progress.  When  a  company  tell  us,  that  they  have 
completed  their  road,  and  between  that  time  and  the 
payment  of  the  next  dividend  increase  enormously 
the  ca;7i/ai  account,  without  the  i/^A^j^  explana- 
tion offered  for  such  increase,  we  contend  that  the 
natural  inference  is  that  such  increase  is  properly 
chargeable  to  the  running  account,  and  that  conse- 
quently, the  dividend  was  no^  earned;  and  we  have 
demonstrated  the  fact,  gentlemen,  that  the  dividends 
declared  by  yourselves  have  not  been  earned  loiteij 
you  impeach  ymir  oion  statements. 

(II)  The  company  which  is  held  up  as  a  model 
of  imitation  is  progressing  with  the  work  of  con- 
struction ;  and  yet,  from  their  last  report,  it  appears 
that  they  declared  a  dividend  of  seven  percent,  in 
stock ;  and  who  calls  in  question  the  propriety  ol 
such  a  decision  ? 

Let  us  see.  The  Baltimore  and  Ohio  road,  many 
years  since,  was  opened  to  Cumberland,  and  has 
proved  up  to  this  point,  a  profitable  work.  For 
years  not  a  blow  was  struck  beyond  Cumberland. 
As  the  company  wished  to  improve  the  condition  of 
its  property,  and  accumulate  means  for  the  extension 


of  the  road,  the  earnings  were  paid  in  stock,  and  the 
cash  earnings  reserved  for  the  objects  named.  The 
cost  of  the  extension  is  kept  entirely  distinct  {torn  the 
cost  of  the  first  division  of  the  road,  so  that  no  diffi- 
culty could  arise  as  to  earnings,  nor  any  impro 
priety  in  declaring  such  dividend  in  stock,  at  least, 
provided  such  were  the  terms  of  subscription.  Have 
listinct  accounts  been  kept  of  the  cost  of  the  differ 
ent  divisions  of  the  Erie  road  1  U  not  the  parallel 
tails.  A  dividend  in  cash  may  be  a  direct  fraud  upon 
he  bond  holders.  Not  so  with  a  stock  dividend. 
We  took  the  ground  and  proved  it  out  of  the  mouths 
ofthe  directors,  that  no  dividend  had  been  earned  by 
the  Erie  road.  We  charged  the  dividend  paid  there- 
fore, to  have  been  done  in  violation  of  the  rights  of 
the  bondholders,  and  in  reference  to  this  we  quote 
the  following  from  the  Journal  of  the  12th  instant : 

"We  conteud  that  the  dividends  paid  since  the 
opening  of  the  road,  and  the  recent  mortgage  ol 
$10,000,000  are  breachesof  good  faith  on  the  part  of 
he  company.  At  the  time  that  the  several  unse- 
cured loans  were  negotiated,  the  public  were  assured 
that  the  present  sums  sought  to  be  borrowed  were 
ill  that  were  needed  to  complete  the  road.  Each  sub- 
sequent loan  weakened  the  security  of  the  previous 
one.  Are  not  the  stockholders  in  good  faith  bound 
to  redeem  the  pledges  given  1  Have  they  a  right 
to  create  further  debts,  and  still  appropriate  to  them- 
selves money  apparently  earned,  but  needed  to  pay 
such  debts  1  We  answer,  no.  And  further,  have 
they  aright  to  create  a  debt,  under  the  express  state- 
ment that  no  further  sums  would  be  required  to 
complete  the  road,  and  then  make  these  very  sums 
— so  borrowed  and  expended  upon  the  road — the 
basis  of  a  mortgage  which  takes  precedence  of  them 
aud  which  may  render  them  entirely  worthless." 

To  pay  dividends  in  stock  it  does  not  injure  the 
right  of  the  bocdhold<;rs.  It  is,  in  fact,  actually 
paying  over  to  them  the  entire  earnings  of  the 
roads ;  for,  if  the  earnings  be  reinvested,  they  add 
so  much  to  the  security  of  the  bonds.  To  make  a 
stock  dividend,  does  njt  enrich  the  stockholders, 
Qot  injure  the  creditorji.  What  a  rebuke  does  the 
very  case  cited  in  justilication  of  their  management 
administer. 

(12)  The  increased  c<i/>i/a^  account  shows  no  di- 
vidends to  have  been  earned ;  a  fact  which  may  be 
abundantly  proved  by  other  testimony.  The  Erie 
road  has  certainly  the  general  reputation  of  btfog 
marked  at  much  higher  cost  than  the  average  ot 
our  roads. 

Upon  this  question  there  is  certainly  no 
difference  of  opinion.  Such  is  the  universal  testi- 
mony of  such  persons  we  have  met  with,  who  have 
experience  in  the  management  of  railroads,  and 
who  have  travelled  over  this  road.  From  our  con- 
stant contact  with  such  persons,  we  claim  to  know 
what  is  the  current  opinion  upon  this  subject.  The 
longer,  too,  a  single  track  road,  the  more  expense 
to  operate  it.  Suppose,  on  an  average,  that  there 
are  20  trains  running  daily  upon  the  Erie  road. 
U  one  train  meets  with  an  accident,  the  whole  will 
probably  be  delayed.  Prom  such  delays,  which 
are  inevitable  on  a  road  of  such  length  as  the  Erie, 
immense  loss  must  constantly  be  sustained.  The 
equipment  upon  this  road  is  the  heaviest  in  the 
country  ;  and  as  high  speeds  are  maintained,  the 
depreciation  from  this  cause  must  be  enormous.  It 
is  the  cost  of  repairs  undoubtedly  that  has  so  enor- 
mously swelled  the  construction  account.         ,    ^., 

The  expense  of  8  years  upon  8  of  the  leading 
railroads  of  Massachusetts  has  demonstrated  the 
cost  of  transporting  one  ton  of  freight,  or  passen- 
ger, to  have  been  1.445  cents  per  mile.  All  these 
roads  have  an  immense  business,  are  of  sufficient 
length  to  be  economically  worked,  .are  finished 


roads,  thoroughly  equipped,  and  have  fur  years 
been  under  admirable  management,  the  result  of 
long  experience  and  training.  Most  of  them  have 
double  tracks.  Now  we  presume  that  no  one  be- 
lieves that  the  Erie  road  has  not  been  operated  at 
a  cheaper  rate.  Our  opinion  is,  that  it  performed 
the  same  service  at  a  much  higher  cost.  In  look> 
ing  at  the  returns  made  by  this  company  to  the 
Legislature,  we  find  that  they  received  1.840  cents 
per  ton,  or  per  passenger,  per  mile.  At  the  cost 
for  the  same  items  on  the  Massachusetts  roads ^&ee 
journal  of  March  12)  the  net  profit  upon  the  Erie 
the  past  year  was  .395  cents  per  passenger,  or  ton, 
per  mile;  or  an  aggregate  of  8763,900,134,  instead 
of  1,878,191,47  as  claimed  ! 

The  cost  of  movement  upon  the  Hudson  river 
road  the  past  year  was  1.375  cents  per  ton  or  pas- 
senger a  mile,  according  to  the  returns  of  this 
company  to  the  legislature,  though,  from  the  large 
increase  of  construction  account,  we  believe  this 
sum  to  be  much  below  the  mark.  It  will  be  seen 
by  this  test,  the  Erie  road  carnetf  only  about  S7I0,- 
000  the  past  year;  and  the  Hudson  river  road  has 
the  most  favorable  grades  and  curves,  in  the  aggre- 
gate, of  any  road  in  the  United  States. 

The  truth  is,  the  public  have  been  deceived  in 
nothing  more  than  in  the  net  earnings  of  the  Erie 
road.  So  long  as  the  running  expenses  can  l)e 
charged  to  construction  account,  and  the  money 
to  make  this  good,  borrowed,  the  true  state  of  affairs 
can  be  kept  from  them.  But  there  must  be  an 
end  to  this  way  of  doing  things,  and  the  fearful 
retribution  that  must  follow  will  demonstrate  the 
magnitude  of  the  errors  that  have  been  com- 
mitted. 
(13)  Mr.  Loder  argues  that  the  directors- 
Owning  between  two  and  three  millions  of  its 
stock  and  bonds,  or  nearly  the  tenth  of  all  the  cap- 
ital and  effects  of  the  company,  it  would  appear 
reasonable  that  they  would  enaeavor  to  take  care 
of  their  own  property,  at  least,  and,  by  doing  that, 
take  care  of  the  interests  of  those  associated  with 
them. 

As  Mr.  Loder  obtrudes  the  fact  of  the  large 
ownership  of  the  stock  and  securities  by  the  direc- 
tors, for  the  purpose  of  showing  that  they  are  inter- 
ested in  the  proper  management  of  the  company, 
it  may  be  proper  to  ask  by  whom,  and  for  what 
purpose,  is  this  stock  heldl  Is  it  not  held  by  a 
leading  operator  and  his  friends,  for  the  purposes 
of  speculation?  and  would  not  that  same  party, 
could  they  now  rid  themselves  of  the  immense  bur- 
den resting  upon  their  shoulders,  exert  themselves 
with  equal  eagerness  to  depress  the  stck  as  far 
below,  as  they  are  now  endeavoring  to  keep  it  above, 
its  true  value  1  Are  not  some  of  the  most  prominent 
parties  connected  with  this  road,  the  leading  ope- 
rators in  the  street  for  a  rise  or  fall,  as  interest 
may  dictate  1  But  we  do  not  wish  to  refer  to  pri- 
vate matters.  They  are  no  concern  of  ours.  But 
when  personal  or  private  interests  or  parties  are  re- 
ferred to  in  vindication  of  their  public  acts,  it  is 
right  that  the  motives  which  lie  at  the  bottom  of 
these  acts  should  be  known. 

We  now  come  to  the  question  of  the  in- 
creased cost  since  the  report  to  the  Legislature  of 
theSOth  of  September  last. 

The  custot  the  road  at  that  time,  as  represented 
by  its  stock  and  debts,  was  as  follows  : 

Stock 87,766,991  17 

Funded  debt 18  003,b6<:i90 

Floating  debt 1,323,053  55 

ToUl 27,093,913  62 

Cost  of  the  road  on  the  first  day  of  March,  as  per 
recent  statement: 
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Stock 89,612,991  00 

Funded  debt 18,003,868  00 

Floating  debt 3,684,947  15 


Total 31,301,806  15 

Deduct  lor  asseu 1,024  267  8-2 


30,277  538  33 
Total  September  30th 27,093,913  G2 


Increase $3,183,624  71 

With  the  exception  of  a  few  small  items,  the  only 
explanation  offered  for  this  increased  cost  is  the 
double  track.  For  aught  that  appears  to  the  con- 
trary, the  value  of  the  assets  on  the  30ih  of  Sep- 
tember was  as  great  as  at  the  present  time. 

The  cost  ot  grading  the  double  track  Mr.  Loder 
now  estimates  at  $10,000  per  mile.  Adding  S6,000 
per  mile  lor  the  superstructure,  the  whole  cost  of 
the  139  miles  would  be  $2,185,000. 

The  work  upon  the  double  track  has  been  in  pro- 
gress nearly  a  year.  It  is  yet  incomplete.  Mi. 
Loder  does  not  tell  us  how  much  it  is  to  cost, 
when  it  is  to  be  completed,  nor  what  sums  will 
be  required  for  this  purpose.  He  does  indeed 
state  in  one  part  of  his  letter,  ttiat  the  rails  for  the 
139  miles  are  all  laid ;  although  it  is  palpable,  from 
other  parts  of  his  letter,  that  they  are  not.  From 
the  lact  that  the  company  embrace  in  assets 
6,640  tons  of  iron,  sufficient  to  lay  66  miles  of  road, 
we  presume  that  the  extent  ot  line  already  laid  is 
73  miles. 

As  it  is  the  policy  of  this  company  to  say  no 
thing  about  their  affairs  that  is  not  wrung  from 
them,  we  are  compelled  to  resort  to  other,  in  lack 
of  direct  evidence,  to  show  the  probable  amount  ot 
expenditure  upon  the  double  track  since  September 
last. 

The  road  was  completed  in  May,  1851j  On  the 
30ih  of  September,  of  the  same  year,  the  eutirf 
cost  ef  the  road  was  stated  at  $24,453,534  50.  The 
increase  of  the  capital  account,  for  the  year  ending 
September  1, 1852,  was $3,640,379  12.  As  this  im- 
mense sum  co'Jld  have  been  wanted  for  no  other 
purposes,  a  very  considerable  portion  ol  it  must 
have  gone  into  the  double  track. 

"We  estimate  the  grading  of  the  double  track  to 
be  three  fourths  completed ;  that  one  half  of  it  wa» 
done  on  or  before  the  30th  of  September,  and  thai 
one  quarter  of  the  work  has  been  done,  and  all  the 
iron  purchased  and  paid  for,  since  that^date.  Let 
us  see  to  what  results  such  an  estimate  would 
lead  us : 

Grading  dotre  since  Sept.SO $347,500 

Total  cost  of  iron— 13.900  tons  at  $55 

per  ton 764  500 

Track  laying,  etc 50.000 


1,162,000 

Increase  since  September 3,183,000 

Excess  for  other  purposes 3,02l|000 

As  there  has  been  but  a  slight  increase  in  the 
other  items  of  the  construction  and  equipment  ac- 
count, is  not  the  evidence  irresistible,  that  the  above 
excess,  or  the  greater  part  ot  it,  existed  in  the  shape  of 
a  Jloating  debt,  on  the  20th  of  Sept.  last,  the  date  of 
the  returns  to  the  Legislature,  and  (hat  the  report  which 
Mr.  Loder  says  is  svjicienlly  explicit  to  a  full  under- 
standing of  the  affairs  of  the  company,  did  not  state 
the  amount  of  the  Jloating  debt  by  the  sum  o/2,000,000. 
If  this  be  so,  and  we  submit  whether  ihere  can  be 
any  other  view  taken  of  this  matter,  where  does  this 
place  Mr.  Loder's  assertion  that  the  Legislative  re- 
ports convey  a  fidl  and  correct  idea  of  the  state  of  the 
company's  affairs  and  property? 

Is  not  the  double  track  a  part,  and  an  imporlant 
part  of  the  road  1    Is  not  the  knowledge  of  the  cost 


and  condition  of  the  work  upon  it,  necessary  to  a 
proper  knowledge  of  the  state  of  the  company's  af- 
fairs! Has  Mr.  Loder  in  his  reports  to  the 
Legislature  ever  alluded  to  the  fact  that  the  double 
track  was  even  contemplated  ?  No.  He  may  say 
that  he  is  not  required  by  law  to  state  such  matters. 
Granted  for  argument's  sake.  "But  has  he  a  right  to 
withhold  all  inlormation  in  reference  to  most  im 
portant  matters  in  construction,  and  at  the  same 
lime  state  that  he  has  given  all  the  information  that 
exists  in  reference  toihem?  Do  not  such  palpable 
contradictions  place  him  in  a  most  unenviable  posi- 
tion beiore  the  public.  When  these  contradictions  arc 
taken  in  connection  with  a  crowd  of  similar  state- 
ments, which  have  almost  universally  proved  in- 
correct, do  they  not  tend  to  throw  a  suspicion  upon 
all  that  he  6ays3or  does  1  We  again  refer  the  read 
er  to  the  reports  to  the  Legislature. 

As  if  experience  was  incapable  of  instructing 
him,  he  is  still  at  the  old  business  ol  making  esti- 
mates, that  a  few  weeks  will  totally  disprove.  He 
would  have  us  believe  that  the  company  has  701 
miles  of  road,  at  a  cost  ot  $31,301,806  15,  know- 
ing at  the  same  time,  such  not  to  be  the  case.  Tht 
company  have  not  701  miles  of  road  laid  as  he 
states.  To  complete  the  139  miles  of  double  track 
a  large  expenditure  will  yet  be  required,  anJ  that 
immediately.  These  habits  of  erroneous  estimates 
would  seem  to  have  become  too  strong  tu  be  broken 
away  Irom.  The  directors  have  never  had  tht 
courage  to  look  at  the  difliculties  mat  have  surround 
ed  them  lull  in  the  lace.  At  no  one  time  have  thej 
dared  to  tell  mure  than  one  half  ol  the  truth.  Uenct 
no  two  estimates  ever  agree,  and  no  one  has  evei 
aalt  come  up  to  the  ultimate  cost. 

In  conclusion,  Mr.  Loder  endeavors  to  show 
what  has  become  of  the  money  which  has  gone  into 
ibe  company,  by  adding  the  apparent  deficit,  to  tht 
cost  ot  the  load  in  the  aggregate.  The  sametbin^ 
lias  been  done  in  all  the  reports  to  the  Legislature 
Tbe  Legislature  calls  lor  items,  and  these  will  m  t 
fool  up  the  aggregates  given.  When  the  public> 
yfiho  have  no  means  of  compelling  answers,  call  tot 
ihe  cost  of  the  road,  a  gross  sum  only  is  given.  Il 
itiis  way  the  directors  aodge  Irum  one  hiding  plact 
10  the  other.  They  remind  one  ol  the  ostrich,  who 
.tiinks  bimsellsale  so  long  as  his  head  is  concealed, 
fbese  evasions  do  you  no  credit,  gentlemen.  The 
public  see  that  a  clean  breast  has  not  been  made 
and  they  will  be  very  likely  to  impute  the  tact  toi> 
worse  cause  than  really  exists.  Let  us  have  an  ex- 
planation. This  is  what,  and  all,  that  we  have  beeL 
calling  for.  It  may  exculpate  you  entirely.  B> 
putting  il  uff  you  on. y  aggravate  the  eii. 

In  \}i.\&ac\ag\.htcapilularuiconstructionzc<iQaxi\s, 
M.r.  Loder  seems  to  think  he  has  made  everything 
smouth  and  easy.  By  referring  to  the  company'» 
report  to  the  Legislature  of  1849,  it  will  be  seen 
that  the  co-nstruction  account  is  $2,330,410  50  great- 
er than  the  oapital  account,  lor  the  very  good  rea- 
son that  the  cost  uf  that  portion  ol  the  roaa  cumpUtea 
aoder  the  previous  organizaiiun,  in  operation  when 
ibe  present  managers  took  command,  about  equalleu 
the  above  sum. 

It  was  paid  for 'by  the  state  loan  and  surrendered 
stuck,  lis  cost,  iherelore,  appeared  in  the  construe 
tion,  but  not  in  the  capital  account.  The  former 
was  the  larger  by  the  above  sum,  to  show  the  trut 
state  of  the  case.  If  nothing  had  been  lost  in  con 
struction,  this  account  would  have  been  some 
$4,000,000  greater  than  the  capital  account.— 
Whatever  portion  of  this  sum  was  made  available, 
should  now  appear  in  the  construction  account; 
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and  it  the  directors  credit  ibetiselves  with  what 
was  accompltshed  by  sute  loans  and  the  surren- 
dered stock,  tpey  should  chargethemselves  withan 
equal  sum.  JThis  was  done  in  the  report  of  J849; 
the  same  snould  be  done  nOw.  This  would 
unbalance  \fr.  Loder's  balanc^,  by  the  sum  of 
about  $2,500,000,  to  say  nothing  of  other  items. 
Do  not  balances  so  easily  shown  to  be  incorrect, 
smell  ofcook^y.'  Do  they  not  tend  to  throw  dis- 
credit upon  ahl  statements,  wheOier  true  or  false! 

But  enough.  We  have  deviated  too  much  time 
to  this  subject  already.  No  riply  to  Mr.  Loder's 
letter  was  ne  :essary.  It  answiers  itself  It  will, 
in  fact,  inflict  a  severe  blow  upon  the  credit  of  the 
company.  'J 'he  public  will  sei  that  they  are  no 
wiser  than  be  fore.  They  will  slee  in  it  only  a  lame 
attempt  toJUn  over  an  old  sore.  For  toe  want  of 
proper  answers  to  our  stricture*,  they  will  believe 
that  none  cat  be  given.  For  the  want  of  a  proper 
explanation  for  the  immenseli'  increased  cost  of 
the  road,  the; '  will  conclude  there  is  none.  Do  you 
not  see,  gent  eraen,  the  positioli  in  which  you  are 
placing  your  selves  1 

Our  censures  of  the  policy  of  this  company  are 
not  new.  Blore  than  a  year  kince,  we  published 
several  artic  e»  substantially  the  same  as  those  re- 
cently published.  They  werjt  couched  in  very 
mild  and  ge  itle  language,  ana  for  this  reason,  we 
presume,  pnidiiced  no  change  |in  the  policy  ol  the 
company.  Their  persistence!  in  a  course  which 
we  regard  as  radically  wrong,  has  driven  us 
into  the  present  discussion,  and  forced  us  to  adopt 
a  different  t)ne.  "We nave  enjieavored  to  cunduc- 
ihe  discussit  n  fajrly  and  lempeirately.  A'l  that  we 
want  is  lighi .   Shall  we  have  it,  gentlemen  1 


East  Tetii»««s«e  «nd  Or^rglm,  Rallroitd. 

We  have  read  ibe  annual  report  of  ihis  company, 
submitted  to  the  stockholders  dn  the  3d  day  oljaa- 
uary,  1853. 

The  foho'ving  statement  will  show  the  financial 
condition  of  the  company : 

The  amount  expended  in  the  con- 
struction of  the  82  miles  Of  road 
from  Dalton,  Georgia,  to  Luudon, 
on  Tenne>sre  river,  to  Isi  Jinuary 
lb52.... 

Constructioji  since 

Floating  debt 

Miscellanequs  items 


$1,309  922  46 
55  070  61 
6h  UUU  00 
l9(ii-2  18 


ows: 


Total 
This  sum 

Capital  sioi 
the  state 

Capital  sto< 
individui 


is  made  up  as  fol 

owned  by 
fTenn... $125,500  00 

owned  by 
8 409,5^  00 

Meking  thik  sum  paid 

stock 835,000  00 

Bunds  ot  the  state  ot 

Tennesse; 350,000  00 

Due  contra  :tors 8,684  2.% 

Floating  debt 68  000  00 

Bunds  of  the  company.  191,000  00- 


$i,452,0.>4  -^ 


I-, 


$1,452,634  25 
By  the  above  statement  (saiys  the  report)  it  will 
be  seen  thai  the  82  miles  completed  from  Daiioo, 
Georgia,  to  Loudon,  on  the  "tennessee  river,  will 
have  cost  ll  e  present  companjy  only  $1,452  634  26, 
beirg  a  fraction  over  $17  500  per  mile,  equipped 
with  all  the  necessary  engines,  cars,  depot  bouses, 
water  static  ns,  engine  houses land  shops,  including 
every  necessary  expenditure  for  the  successiui  run- 
ning ot  the  road. 

It  will  be  remembered  that  after  the  old  Hiwas- 
see  company  tailed,  that  thes^ate  of  Tennessee,  by 
legislation,  agreed  with  the  shareholders  in  1848, 
to  reorganise  under  the  present  name,  the  individ- 
ual stockholders  and  the  state  agreeing  to  give  up 
two  shares  t)f  old  stock  for  one  of  new,  thus  reducing 
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the  cost  of  the  road  one-half,  rzcfptini;  a  small 
floating  debt,  in  the  shape  of  scrip  and  jadgments, 
which  was  assumed  in  full  by  the  new  company. 
Total  cost  of  the  road  aa  follows : 

Expended  hr  the  Hi  wassee  company.  $90!). 662  00 
Floatingdebt  in  scrip  judgments,  etc.  (>8,0-26  27 
Expended  or  appropriated  since  reor- 
ganization    929,776  99 


Total  cost 1,96(7.465  25 

Deduct  old  itock  relinquished 454,831  00 


Total  co?t  of  82  miles  to  present 
stockholders SI, 558,634 

This  amount  is  made  up  as  follows  :       i 

Old  stock  of  $909,662  reduced  one- 
half $454,831  00 

New  stock  subscribed  and  paid  in. . .  383,776  98 

State  loan  for  iron  and  equipments, 

secured  by  mortgage 350.000  00 

Company  6  per  cent  coupon  bonds..  19 ".000  00 

Floating  debt 68,026  27 


25 


■^  SI, 452,634  25 
Engineer's  estimated  cost  of  extension 
toKnoxville 514,000  00 


Total    cost  of 
Knoxville   to 


entire    road    to 
present   stock- 


holders  Sl,996,634  52 


the  Tennessee,  and  such  arrangements  have  now 
been  completed  as  promise  to  give  to  the  road  a 
large  portion  of  the  traffic  of  this  important  river 
A.  steamboat  has  been  chartered  to  run  between 
Loudon  and  Knoxville  the  present  year,  inconnec 
tion  with  the  road. 

We  copy  the  following  from  the  report,  in  refer- 
ence to  the  relation  of  this  to  other  roads. 

The  position  of  our  road  is  such  as  to  show  to 
you  that  we  can  never  have  a  rival  road ;  that  we 
are  almost  on  an  air  line  from  New  Orleans  to  New 
York.  It  will  be  seen  by  reference  to  Mr.  Poor's 
railroad  map  of  the  United  States,  which  un- 
doubtedly makes  it  the  line  for  the  Great  Southern 
mail,  that  we  will  have  the  shortest  line  between 
those  points  by  at  least  200  miles,  when  all  the  con- 
nections are  made  that  are  now  in  process  of  con- 
struction. The  Virginia  and  Tennessee  railroad 
is  progressing  very  rapidly  from  Lynchburg  to- 
wards the  Tennessee  line,  the  cars  now  running 
from  Lynchburg  to  Salem,  a  distance  of  60  miles, 
and  extending  the  track  every  day  so  that  in  less 
than  two  years  this  work  will  be  completed  to  the 
Tennessee  line,  where  it  connects  with  the  East 
Tennessee  and  Virginia  load,  from  Knoxville  to 
the  Virginia  line.  The  whole  of  this  road  to 
Knoxville,  including  grading,  masonry  and  bridg- 
es, is  now  under  contract  and  the  work  progre.'ssing 
well,   except  fifteen  miles  of  lisht  grading  from 


Funds  for  the  extension  to  Knoxville  are  pro-  Knoxville  to  the  Holston  river,  and  the  means  pro- 
vided as  follows:  vided  for  the  completion,  and  the  president  of  the 


Loan  from  the  state  for  Tennessee  river 

bridge $100,000 

"            "            "        "    iron  and  equip- 
ments     240,000 

Stock  subscribed  along  the  line ^156,000 

Required  to  complete  the  road °  48,000 


Cost  of  extension  to  Knoxville... S544,000 

Of  the  above  statement  $156,000  has  been  sub- 
scribed in  stock  by  f>ersons  principally  living  along 
the  line  of  the  road,  north  of  the  Tennessee  river, 
for  the  purpose  of  doing  the  grading,  masonry, 
preparing  timber  and  laying  track,  which  accord- 
ing to  the  engineer's  estimate  would  not  be  suffi- 
cient by  845,000.  ^ 

The  amount  received  on  stock  and  paid  out  on 
work  north  of  the  Tennessee  river. 

Amount  of  cash  received  on  stock  north 

ofthe  river $20,317  75 

Amount  of  notes  received  on  stock  north 
of  the  river 3,264  00 


Total  amount  of  receipts 23,581  75 

Deduct   amount    paid  on  / 

work S13,54784  ^ 

Deduct   amount    paid  on 

expenses 2,436  40—  15,984  24 


Amount  of  cash  and  notes  on  hand S7,597  51 

The  work  upon  the  division  north  of  the  river  is 
making  good  progress,  and  it  is  believed  if  the 
stockholders  meet  the  calls  promptly,  that  the  road 
can  be  completed  to  Knoxville  by  the  1st  of  July, 
1834.  I  1 

The  gross  earnings  of  the  road  for  1 1  months^ 
commencing  the    1st  January,  and  ending    30tb 

November,  1852,  were $57,936  54 

Expenses  charged  to  trans-  , 

portation $21,499  51  J 

Expenses  charged  to  main- 
tenance of  way 14,422  31—35,921  82 


Net  profit $22,004  75 

The  earnings,  says  the  report,  though  small, 
Itare  come  fully  up  to  the  expectations  of  the  direc- 
tors, and  show  conclusively  that  the  road  will,  in 
future,  be  able  to  take  care  ofthe  interest  on  State 
debt  ut  $350,000,  and  the  bonds  issued  by  the  com- 
pany, and  besides  hare  a  handsome  sum,  either  to 
apply  to  the  extension  of  the  road  to  Knoxville,  or 
to  pay  on  the  floating  debt  of  the  company.  A  small 
business  only  was  expected  till  the  road  reached  road  northwesterly,  to  Lexington,  Kentucky,  and 


company  has  informed  me  that  he  will  let  that  part 
of  it  early  in  the  spring,  thus  showing  beyond  a 
doubt  that  the  whole  line  north  will  be  completed 
in  less  than  three  years. 

Our  connections  south  will  be  through  the  West- 
ern and  Atlantic  railroad,  leading  to  Augusta, 
Charleston  and  Savannah,  and  also  with  the  roads 
built  and  building  in  Alabama  and  Mississippi, 
towards  Mobile  and  New  Orleans.  The  aggre- 
gate length  of  roads  south  will  include  1200  miles 
finished  road,  and  as  much  more  in  contemplation 
and  process  of  construction.  Through  the  West- 
ern and  Atlantic  road  westwardly,  a  connection  is 
formed  with  the  Nashville  and  Chattanooga,  and 
the  Memphis  and  Charleston  railroads — also  with 
the  New  Orleans  and  Nashville  road.  It  is  also 
in  contemplation  to  extend  the  Rome  branch  of 
the  Western  and  Atlantic  railroad,  to  the  Alabama 
and  Tennessee  river  railroad — thus  making  a  se- 
cond route  to  Mobile  and  New  Orleans.  To  all 
of  these  routes  this  road  will  be  common.  By  all 
of  which  you  will  see,  your  road  must  not  only  be 
of  great  importance  to  the  travelling  and  trading 
community,  bat  a  source  of  wealth  to  the 
stockholders. 

In  addition  to  the  above  roads,  a  road  has  been 
chartered  from  Knoxville,  the  northern  terminus 
of  your  road,  to  Lexington,  Kentucky,  and  will  be 
built ;  thus  securing  the  tradeand  travel  from  Cin- 
cinnati and  Kentucky  to  the  south  Atlantic  sea- 
board, over  this  road.  And  besides,  the  entire 
carrying  trade  of  at  least  :J00,000  inhabitants  of 
East  Tennessee  must  be  done  over  this  road,  which 
will  be  largely  increased  every  year,  as  the  re- 
sources of  the  country  are  developed  by  the  ope- 
rations of  the  road. 

The  report  of  the  chief  engineer,  M.  B.  Prich- 
ard,  Esq.,  presents  in  detail  the  progress  of  the 
work  upon  the  unfinished  portion  of  the  road. 
The  most  formidable  obstacle  encountered  is  the 
Tennessee,  to  cross  which  requires  a  bridge  1694 
feet  long,  and  77  feet  above  low  water. 

The  bridge  will  have  11  spans  of  about  150  feet 
each,  supported  by  10  piers  and  2  abutments,  which 
are  to  be  ofthe  first  class  of  masonry.  The  span 
over  the  steamboat  channel  is  elevated  20  feet  over 
the  other  parts  of  the  bridge.  The  track  will  be 
laid  upon  the  lower  floor  of  the  steamboat  span,  and 
the  upper  floor  of  the  others. 

The  masonry  for  this  structure  is  contracted  to 
Jas.Gettys  &  Co.,  and  the  wood  work  to  Maxwell, 
Briggs  ft,  Co. 

Id  reference  to  the  proposed  extension  of  this 


thence  to  the  Ohio,  for  the  purpose  of  supplying  a 
most  important  link,  in  a  great  line  of  railroad 
from  that  river  to  the  southern  and  Atlantic  cities, 
the  engineer  says : 

A  great  and  increasing  interest  is  now  felt  by  the 
citizens  of  Charleston,  Savannah  and  Augu«ta,  and 
also  by  the  southern  connecting  railroad  companies, 
and  by  the  people  living  upon  the  line,  in  the  pro- 
jected'road  from  Knoxville  to  Danville,  Kentucky. 
The  construction  of  this  places  our  road  Upon 
another  most  important  thoroughfare,  to  wit :  from 
Kentucky  and  the  Ohio  to  the  south  Atlantic  sea- 
board, and  the  interior  of  Georgia,  Alabama  and 
South  Carolina. 

The  initiatory  steps  have  been  taken  for  the 
formation  of  a  Company,  and  a  survey  is  to  be 
forthwith  commenced.  The  length  of  this  road 
will  not  exceed  120  miles,  and  it  is  probable  the 
cost  will  tall  within  $2,000,000.  It  is  thought 
that  the  public  and  private  subscriptions  of  the 
towns  and  counties  along  the  line  will  po  far 
towards  raising  this  sum,  ami  that  the  deficit  will 
be  made  up  by  Augusta,  Charleston,  and  Savannah, 
and  the  Georgia  and  South  Carolina  railroads— the 
immense  accession  of  trade  that  must  follow  upon 
the  opening  of  so  important  a  road  being  the  great 
inducement.  Although  our  C('mpany  is  not  at 
present  able  to  lend  much  tangible  aid  to  this  road, 
we  should  at  least  give  as  much  comfort  as  possi- 
ble to  its  enterprising  projectors.  That  this  road 
will  have  advantages  enabling  it  to  defy  oompe 
tition  with  any  other  road  from  Cincinnati,  tha 
Ohio  river  and  Kentucky,  to  the  Southern  sea- 
board, is  clearly  shown  by  the  following  tables  of 
distances  from  Cincinnati  to  Charlestou  and  Sa- 
vannah, via  Knoxville  and  via  McMinville,  the 
only  routes  for  accomplishing  that  object  now 
dividing  public  attention.  The  distances  given  in 
the  tables  are  taken  from  Mitchell's  Map  and 
other  reliable  sources. 

Via  Knoxville, 
Cincinnati  to  Lexington  Ky.  96-000  in  progress. 
"  Danville,  25—131  do.      do. 

"  Knoxville,         120—251  chartered, 


not  commenced. 

28—279  in  progress. 

82—361  completed. 
408-769 
392-753 


"  "ILoudon, 

"         "  Dalton,  Ga. 

"  "  Charleston, 

"  "  Savannah, 

Miles  completed,  Cincinnati  to  Savannah,  474 

"    in  progress,  159 

'•    not  commenced,  ;  190 

Via  McMinnvitle.  753 

Cincinnati  to  Danville,  as  above,  131 — 000    in 

progress 
Danville  to  McMinville,  Tenn 


McMinnville  to  Tullahoma, 
"  "  Chattanooga, 

"  "  Charleston, 


164—205    not 

commenced. 

40—335    not 

commenced. 

81—416  nearly 

completed. 
448—864  com- 
pleted. 

"         "  Savannah,        432—848 
Miles  completed,  Cincinnati  to  Savannah,  473 
"       in  progress,  171 

"      not  commenced,  ^  204 

Total  distance,  848 

Showing  in  favor  of  the  Knoxville  route  a  sav- 
ing of  distance  of  93  miles,  and  84  miles  less  of 
new  road  to  provide  for,  to  say  nothing  of  the  sav- 
ing of  the  106  feet  per  mile  grades  between  Talla- 
homa  and  Chattanooga. 

The  present  mail  routa  from  New  York  to  New 
Orleans  is  by  way  of  Atlanta,  Georgia,  and  Mont- 
gomery, Alabama,  thence  by  steamboat  to  Mobile 
and  New  Orleans.  The  link  between  Knoxville 
and  Danville,  120  miles,  is  the  only  portion  of  the 
line  unprovided  for  from  Cincinnati  to  the  New 
York  and  New  Orleans  mail  route.  Before  the 
McMinnville  route  from  Cincinnati  to  New  Or- 
leans can  be  made  available,  638  miles  of  road 
must  be  built,  exclusive  of  the  Covington  and 
Danville  road,  and  about  the  same  number  of  miles 
of  new  road  are  required  to  perfect  the  route  via 
Louisville  and  Nashville.  As  soon  as  the  East 
Tenessee  and  Virginia  road  and  the  northern  con* 
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nections  are  completed,  Knoxville  will  be  upon 
the  mail  route  to  New  York  and  New  Orleans, 
the  distance  being  upwards  of  100  miles  shorter 
than  by  any  other  route.  The  Knoxville  and 
Danville  road  is  important  in  another  view,  being 
upon  »8  short  a  line  from  Louisville  and  Lexing- 
ton to  Richmond  and  Norfolk  as  the  line  via  Mays- 
ville  and  Big  Sandy,  and  the  Virginia  central 
roads,  but  with  this  great  advantage,  that  to  open 
railroad  communication,  from  Lexington  to  Rich- 
mond, Virginia,  means  for  the  construction  of  120 
miies  only  are  required,  every  other  link  in  the 
chain  being  either  in  operation  or  in  rapid  pro- 
gress. 

The  East  Tenessee  and  Virginia  road  is  rapidly 
progressing  at  its  upper  end,  the  design  of  that 
Company  apparently  being  to  form  their  first 
connection  with  the  Virginia  road.  It,  therefore, 
becomes  of  the  utmost  consequence  to  us  to  make 
every  effort  to  complete  our  road  to  Knoxville  at 
the  earliest  possible  moment,  in  order  to  induce 
the  officers  of  the  upper  road  to  modify  their  plans, 
and  commence  work  at  Knoxville.  We  have  28 
miles  of  comparatively  light  work  to  reach  the 
southern  terminus  of  that  road.  The  Virginians 
have  145  miles  of  very  heavy  work  to  reach  the 
Tenessee  line.  Certaiuly  with  so  great  odds  in 
our  favor,  we  should  beat  our  Virginia  friends  in 
the  race  for  the  trade  of  npper  East  Tenessee  and 
the  transportation  of  rails  and  materials  to  be  used 
in  the  construction  of  the  East  Tenessee  and  Vir- 
ginia road.  To  win  in  this  honorable  race  is  not 
for  our  advantage  alone,  but  the  roads  of  Georgia, 
and  the  cities  of  Augusta,  Charleston  and  Savan- 
nah are  deeply  interested  in  our  success.  If  we 
fail  to  improve  the  advantages  we  possess,  and 
allow  the  upper  road  to  be  bnilt  from  its  Virginia 
end,  this  way,  the  trade  of  all  East  Tenessee,  of 
which  Augusta,  Charleston  ana  Savannah,  are 
the  legitimate  markets,  will  b«  diverted  to  Lynch- 
burg, Richmond  and  Norfolk,  and  its  transit  lost 
to  the  southern  line  of  roads.  The  struggle  be- 
tween the  northern  and  southern  cities  is  ultimately 
to  be  a  close  and  severe  one — let  us  then  improve 
all  the  advantages  we  have  got  and  strain  every 
nerve  to  get  first  possession. 


American  Railroad  Journal. 

SatvrdajTi  Maroh  36,  1853* 

The  long  article  upon  the  Erie  railroad  com- 
pany, together  with  Mr.  Loder's  letter,  occupies  the 
greater  part  of  the  Journal  of  today,  to  the  exclu- 
sipnof  a  number  of  articles  which  should  have  ap- 
peared. We  hope  to  present  abetter  variety  next 
week. 


Mlcblgan  Soathern  and    Indiana  Nortlierm 
Itallroad. 

John  B.  Jervis,  George  Bliss,  Charles  Butler, 
Elisha  B.  Litchfield,  E.  C.  Litchfield,  Hugh  White. 
John  Siryker,  "Wm.  L.  Marcy  and  John  S.  Barry, 
were  elected  directors  of  the  Michigan  Southern 
and  Northern  Indiana  railroad,  at  the  last  meeting 
of  the  stockholders.  John  B.  Jervis  was  elected 
president. 

I<iglitner's  Patent  Box. 

We  call  attention  to  the  advertisement,  in  anoth- 
er column,  o{  Ligktner's  Patent  Axle  boxes  for  rail- 
roads. We  believe  there  is  no  dispute  about  the 
great  superiority  of  this  article.  It  is  in  universal 
use  on  the  New  England  roads,  and  we  believe  we 
can  recommend  its  adoption  by  other  roads  with 
entire  safety. 

Carbart*s  Improved  Tarntable« 

The  attention  of  Railway  companies  is  invited 
to  the  advertisement  of  Mr.  Carhart,  of  Cleveland, 
Ohio,  a  manufacturer  of  Turntables  ot  superior 
model  and  workmanship,  which  he  offers  at  low 
rates:  We  learn  from  other  sources,  that  Mr.  Car- 
hart  mantifactures  an  article  which  has  given  en- 


tire satisfaction  to  a  number  of  companies  in  this 
vicinity,  upon  whose  roads  they  have  been  placed. 

Finances  of  Tennessee. 

The  following  statement  will  show  the  present 
debt  of  Tennessee : 

Totall  6th  August,  1852 $3,901,856  66 

Since  issued  to  Int.  Imp.  Companies.   1,175,000  00 
Amount  tobe  issued  in  1853 990,000  00 


Total $6,066,856  66 


Movement  of  Property  upon  Railroads. 

We  publish  this  week  a  statement  of  the  through 
movement  of  property  upon  several  of  our  more  im- 
portant lines  of  railroad.  It  possesses  great  in- 
terest in  indicating  the  routes  of  commerce,  and  in 
showing  the  relations  that  ihtthrougk\)ta.xh\o  local 
traffic. 

stock  and  Money  Market. 

We  have  no  change  of  importance  to  note  in 
the  money  and  stock  markets.  The  demand  for 
money  continues  unabated,  under  the  measures 
that  the  banks  are  adopting  to  place  themselves  in 
a  stronger  position.  Most  of  the  fancy  stocks  have 
suffered  a  large  decline,  and  are  still  very  heavy 
The  market  for  first  class  railroad  securities  is  good^ 
with  an  active  demand  for  the  bonds  of  western 
roads.  The  amount  of  best  securities  offering  is 
small,  which  has  a  tendency  to  advance  rates. 

The  general  business  of  the  country  is  in  a 
sound  state,  and  is  exceedingly  active.  The  returns 
of  earnings  of  most  of  our  roads  show  a  marked 
increase  of  receipts  for  the  present  over  the  past 
year. 
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GOVERNMENT  AND  STATE  SECURITIES. 

U.  S.  5's,  1853 lOOj 

U.  S.  6'8,  1856 107i 

U.  S.  6's,  Iwtoa *.  , : 1154 

U.  S.  6's,  1862— coupon 115J 

U.S.  6's,  1867... 119} 

U.S.  6's,  1868 120 

U.  S.  6's,  1868— coupon 120 

Indiana  5'8 98{ 

Indiana  2i 56 

"      Canalloan6'8 96 

"      Canal  preferred  5's 36 

Alabama  5'8 98 

Illinois  6's,  1847 91 

Illinois  6'8 — interest.... 62 

Kentucky  6's,  1871 106j 

Maryland  6's 108j 

New  York  6's,  1854-5 108 

New  York  6's,  18t  0-'61-'62 116 

New  York  6's,  1864-'65 120 

New  York  6'8,  |y.,  1866 120 

New  York  5|'8,  1860-'61 HO 

New  York  5|'s,  1865 113 

New  York  5's,  1854- '55 104 

New  York  5's,  l858-'60-'62 106 

New  York  5's,  1866 104| 

New  York  4|'s,  1858-'59  '64.... 100 

Canal  certificates,  6's,  1861 

Ohio  6's,  1856 103 

Ohio  6*8,  1860 109 

Ohio  6's,  1870 115i 

Onio6's,  1875 117 

Ohio  5'8,  1865 104J 

Ohio  7's,  1851 105| 

Pennsylvania  5's 974 

Pennsylvania  6'8,  1847,-'53 99 

Pennsylvania  6's,  1879 101 

Tennessee  5's 95 

Tennessee  6'*,  1880 1I0| 

Virginia  G's,  1886 110 


V 


901 


* 


CIT 

Brooklyn  6*8 
Albany  6's,  1^1-1881 
Cincinnati  6'a 
St.  Louis 
Louisville  6's 
Pittsburg  6's, 
New  York  7'sL  1857 
New  York  5's,  1858-'60 
New  York  5's,  1870-'75 
New  York  5's 
Fire  loan  5's,  (886 
Philadelohia  Cs.  1876-'90 
Baltimore  l87P-'90 
Boston  5's 
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.117 
.1061 
.  9B 
9S 


HAILROAD  BOyOS. 
Erie  1st  mor'^aire,  Ts,  1867.. 
Erie  2d  mo/tgi,^e,  7's,  1859... 

Erie  income  '  's,  1855 

Erie  convertible  bonds,  Ts,  1871 

Hudson  Ri-^er  1st  mort.,  Ts,  I8fi9 I0t 

Hudson  River  2d  mort.,  Ts,  I860. gg 

New  York  aD(  New  Haven  Ts,  11861 106| 

-  "—  .92 

.  96i 
.llli 
.lOli 

.in 
.i«t 

.loet 

.  98 


Reading  6'!,    (870. 
Reading  mortgage,  6's,  1860. 
Michigan  Ce^ral,  convertible, ' 
Michigan  SoulhrTn,  Ts,  1860 
Cleveland,  Co  .  a^d  Cin.  7's,  If 
Cleveland  and  Pittsburg  Ts,  If 
Ohio  and  Peiiisylvania  7's,  U 
Ohio  Central  "s,  1861 


1860. 
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lar.  17.  Mar.  24. 


:t 


96| 
,851 
I04| 

99{ 


64 


Albany  and  S<  henettady 114} 

Boston  and  Miine.. 105 

Boston  and  Lo  veil io5i 

Boston  and  Worcester joij 

Boston  and  Pr<  ividence 1 88 

Baltimore  and  Ohio j  84 J 

Baltimore  and  Susquehanua ,  32^ 

Cleveland  and  Columbus '.  J27| 

Columbus  and  Xenia 

Camden  and  Aaiboy l50 

Delaware  and  iiudson  (canai)..130 
Eastern  . . . 

Erie 

Fall  River. 
Filch  burgh 
Georgia . . . 
Greorgia  Centr 
Harlem . . 

"      preferred ^ 

Hartford  and  Nlew  Haven 
Housatonic  (pr:ferred)... 

Hudson  River. , 

Little  Miami |tt7| 

Long  Island |6{ 

Mad  River 

Madison  and  Indianapolis 1^1} 

Michigan  Cential 1 

Michigan  Soutljem I3l| 

New  York  and  New  Haven.... l08| 

New  Jersey ....L..... 136 

Nashua  and  Lowell IJO 

New  Bedford  and  Taunton il7 

Norwich  and  Worcester dI| 

Ogdensburgh  ..1 .„  B6 

Pennsylvania . .  J 50j 

Philadelphia,  W^lm'gtonA Bait.  30} 
Petersburg....^ -.- 

Richmond  and  Firedericksburg!!  l05 

Richmond  and  Petersburg '  §5 

Reading J \\\  Hg^ 

Rochester  and  Syracuse..  J ***.!]  1» 

Stonington  . . . .  J ]  67 

South  Carolina.! !!*.lfiif 

Syracuse  and  Ut^ca J!."l«l 

Taunton  Branch [llj 

Utica  and  Schentctadj J. 14  J 

Vermont  Centraf H} 

Vermont  and  Massachusetts ID 

Virginia  Centra^ 4^ 

Western 

Wilmington  and 


Raleigh 574 


114 
105} 
100 
100} 

87 

86 

34 
I27i 

150 

119 

^ 

83i 

105 

99\ 


63i 
107{ 
129 
35 
62 
1I8| 
35i 
9Ct 
105 
105} 
120| 
108} 
136 

no 

117 
49} 
25 
50} 
37} 

IDS 
35 

86| 

128 
56 

1221 

139 

115 

144 
151 
I!'} 
40 
99| 
574 


Railroad    Lanterns. 

Our  readers  will  find  an  advertisement  of  ever/ 
variety  of  railroad  Lanterns  in  another  pace 
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For  the  American  Railroad  Journal. 
Some  of  the  uaea   of  a   Railroad  from   tlie 
MUalsaippl  rlv«r  to  the  Paclfle  Ooean. 

Editor  Railroad  Journal  : 

Of  the  entire  population  of  Great  Britiin,  about 
one  third  have  been,  for  t^  last  fifty  years,  em- 
ployed in  trade  and  manufactures;  and  at  this 
moment,  out  of  the  twenty-nine  millions  of  its 
people,  not  more  than  five  millions  are  directly 
employed  and  supported  by  manufactures.  Of  these 
five  millions,  not  more  than  three  fifths  are  in 
actual  operation  ;  and  this  inconsiderable  number 
are  now  supplying  the  world  with  a  large  part  of 
the  cotton,  iron  and  woolen  fabrics  consiuned. 

It  is  not  going  too  far  when  we  say,  that  two 
millions  of  ambitious,  energetic  and  well  fed 
Americans,  working  on  our  coals,  minerals,  and 
fibrous  staples,  would  produce  more  fabrics  than 
the  three  milMoDs  in  Britain.  In  this  and  the  next 
succefding  decade,  there  will  be  full  two  millions 
of  operatives  employed  in  manufactures,  at  con- 
venient positions  in  the  central  scctioBS  of  this 
valley,  and  chiefly  on  and  near  the  carboniferous 
formation,  and  on  the  banks  of  our  navigable 
rivers. 

In  twenty  years  the  operations  of  our  manufac- 
turers will  justify  an  expenditure  ol  money  and 
labor,  equal  to  that  expended  in  Great  Britain  for 
the  last  twenty  years,  for  connecting  the  manufac 
turers  with  materials  and  markets.  The  amount 
has  been,  in  the  one  case,  and  may  be,  in  the 
other,  hundreds  of  millions  of  dollars. 

The  great  profits  o(  British  manufacturers  have 
been  made  in  exchanging  the  products  of  home 
machines  with  the  band  products  of  agricultural 
countries.  We  shall  strive  after  the  same  results. 
After  supplying  home  markets  with  our  surplus 
fabrics,  we  shall  look  for  markets  among  people 
who  can  not,  or  will  not,  use  labor-saving  machi 
nery.  The  best  of  these  markets  will  be  on  the 
shores  of  the  Pacific  ccean.  We  can  find  litth 
profit  in  exchanging  the  products  of  our  workshops 
with  the  products  of  European  workshops.  Man 
might  as  well  marry  with  man.  We  shall  rather 
follow  British  examples,  and  increase  our  wealth 
and  power,  by  compressing  and  refining  our  rude 

materials    and    perishable   substances,    by  every 

labor-saving  and  labor-maltiplying  agent,  and  ex 
changing  the  surplus  for  the  products  of  mere  banc 
labor  elsewhere. 

By  lessening  the  cost  of  transportation  and  lac- 
torages,  we  can  throw  our  cotton,  iron  and  woolen 
fabrics,  into  the  Pacific  markets,  at  prices  so  re- 
duced as  to  drive  out  competing  fabrics;  and  by 
the  same  process,  also,  we  can  enable  customers- 
there  to  enlarge  indefinitely  their  exchanges  with 
us.  If  we  lessen  the  price  of  cotton  goods  to  the 
Chinese,  they  will  make  fewer  cotton  goods,  and 
gather  more  tea  leaves  for  us. 

The  cost  of  making  a  railroad  from  the  Missis- 
sippi river  to  the  port  of  San  Francisco,  with  all  its 
appointments  and  adjuncts,  might  reach  a  hundred 
and  fifty  millions  of  dollars.  This  sum  is  far, 
very  far  less,  than  has  been  expended  in  connecting 
the  mining  and  manufacturing  districts  of  Great 
Britain  with  tide  water.  Manufacturing  industry 
has  not  only  paid  for  these  instruments  of  transii 
towards  materials  and  markets,  but  has  sopporied 
churches  and  poor-houses,  armies  and  navies, 
royalty  and  its  pensioners.  [ 

As  much  as  it  has  done  there.  It  can  do  here.  If 
we  have  the  road  in  full  operation  in  fifteen  years, 
we  shall  be  ready  to  send  over  it  for  export,  refined, 
compressed  and    valuable ,  products,  more    than 


equal  in  value  to  the  whole  of  our  present  exports. 
If  so,  would  it  no!  pay  higher  dividends  than  any 

railroad  in  the  world  1 

Yours,        S 

Cannelton,  la.,  March  10,  1853. 
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Indiana  and  Illinois  Central  Railroad* 

We  are  indebted  to  Hon.  E.  W.  H.  Ellis,  late 

Auditor  of  the  state  of  Indiaoa,  and  a  director  in 

this  coDapaoy,  lor  information  in  regard  to  its  de 
signs  and  prospects.  A  corps  of  engineers,  under 
the  supervision  of  Col.  T.  A.  Morris,  has  com- 
menced the  survey  and  location  from  Indianapolit- 
'westward.  The  distance  to  the  Illinois  line  is 
seventy  five  miles,  and  the  route  is  represented  as 
being  over  the  most  fertile  and  wealthy  agricul- 
tural portion  of  the  state,  touching  the  towns  of 
Danville,  Bainbridge,  Rockville,  and  Montezuma. 
At  the  latter  point  it  crosses  the  Wabash  river,  and 
thence  westward,  on  a  direct  line,  through  an  al- 
most unbroken  prairie,  seventy-five  miles  lurther, 
to  Decatur,  Illinois. 

The  Indiana  company  is  fully  organized,  with 
effective  officers  throughout.  For  the  Illinois  por- 
tion the  Illinois  legislature,  at  its  recent  session, 
with  great  unanimity,  granted  the  following 
charter ; 

AN  ACT  to  incorporate  the  Decatur  and  Indian- 
■     apolis  Railroad  Company. 

Section  i .  Be  it  enacted  by  the  people  of  the  state 
of  Illinois,  represented  in  the  General  Assembly. 
That  David  S.  Allen,  Wm.  Martin.  J.  C.  Pugti 
Wm.  S.  Cressey,  Rich'd  J  Oglesby,  Henry  Prather 
T  H.  Haywood,  W.  D.  Waison,  John  Rucker,  E.  I. 
Howell,  Samuel  Yarnall,  J.  J.  Peddecord,  B.  H. 
Cassell,  and  J.  R.  Hammett,  their  associates,  suc- 
cessors, and  assigns,  be,  and  are  hereby,  constitu- 
ted a  body  corporate  and  politic,  under  the  name 
and  style  of  the  Decatur  aiui  Indianapolis  Railroad 


Company,  for  the  purpose  of  surveying,  locating,  1 
constructing,  and  operating  a   railroad,  from  the  I 
town  ot  Decatur,  in  Macon  county,  in  the  state  of  i 
Illinois,  and  thence,  in  a  direct  line,  upon  the  most 
eligible  route,  to  the  east  line  of  the  state  of  Illi- 
nois, in  the  direction  ot  Indianapolis,  in  the  state 
of  Indiana— whenever  the  said  persons,  or  their 
assigns  and  associates,  shall  organize  in  full  com- 
pliance with  the  provisions  of  an  Act,   entitled 
"  An  Act  to  provide  for  a  general  system  of  Rail- 
road Incorporations,"  approved   November   5th, 
A.  D.  1849. 

Section  2.  Said  road,  with  the  points  herein 
indicated,  is  hereby  declared  to  be  of  sufficient 
public  utility,  to  justify  the  taking  of  private  pro- 
perty for  the  location,  construction,  and  mainte- 
nance thereof. 

And  the  company  is  hereby  authorized  to  take 
private  property  for  the  purpose  of  constructing 
and  maintaining  the  same,  in  the  manner  pre- 
scribed in  the  act  referred  to  as  aforesaid. 

Section  3.  Said  company  is  hereby  authorized 
and  empowered  to  unite  and  form  a  junction  with 
the  Indiana  and  Illinois  Central  railroad  company, 
upon  such  terms  and  conditions  as  the  directors 
shall  mutually  agree  upon.  And  in  the  event  that 
said  companies  shall  consolidate,  then  and  in  that 
case,  there  shall  be  but  thirteen  directors  on  the 
whole  line  of  road  so  consolidated,  and  the  number 
to  reside  in  each  state  shall  be  determined  as  in  the 
case  of  consolidation. 

Section  4.  This  act  shall  be  in  force  from  and 
after  its  passage. 

It  is  the  intention  to  effect  an  immediate  consoli- 
dation of  the  two  organizations  under  the  name 
and  style  of  the  Indiana  and  Illinois  Central  rail- 
road company.  To  aid  and  legalize  such  consoli- 
dation the  Legislature  ot  Indiana  have  enacted  as 
follows : 

AN  ACT  to  authorize  railroad  companies  to  conso- 
lidate their  stock  with  Ike  slock  of  railroad  compa- 
nies in  this  or  m  an  adjoining  State,  and  to  con^ 
iiect  their  roads  with  the  roads  of  said  companies, 
and  to  authorize  railroad  companies  to  construct 
their  roads  on  the  routes  which  they  may  have  here- 
tofore surveyed  and  located,  and  to  use  and  occupy 
the  same  when  completed. 

Section  1.  Be  it  enacted  by  the  Cteneral  Assembly 
of  the  State  of  Indiana,  That  any  railroad  compa- 
ny heretofore  organized,  under  the  general  or  spe- 
cial laws  of  this  State,  shall  have  the  power  to  in- 
tersect, join,  and  unite  their  railroad  with  any  other 

railroad  constructed  or  in  progress  ol  construction 

in  this  State,  or  in  any    aojoining  State,   at   such 

point  on  the  State  lice,  or  at  any  other  point,  as 
may  be  mutually  agreed  upon  by  said  companies  ; 
and  such  railroad  companies  are  authorized  to 
merge  and  consolidate  the  stock  of  the  respective 
companies,  making  one  joint-stock  company  of  the 
two  railroads  thus  connected,  upon  such  terms  as 
may  be  by  them  mutually  agreed  upon,  in  accord- 
ance with  the  laws  of  the  a-ijoining  State  with 
whose  road  or  roads  connections  are  thus  formed. 
Provided,  Their  charters  authorize  said  railroads 
to  go  to  the  State  line,  or  to  such  point  ot  intersec- 
tion. 

Section.  2.  That  any  railroad  company  hereto- 
fo.'e  organized,  or  which  may  hereafter  be  organ- 
ized under  the  general  or  special  laws  of  this  State, 
for  the  purpose  ot  constructing  a  railroad  from  any 
point  within  this  State  to  the  boundary  line  there 
of,  is  hereby  empowered  to  extend  said  railroad  into 
or  through  any  other  State  or  States,  under  such 
regulations  as'  may  be  prescribed  by  the  laws  ot 
such  State  or  States,  into  or  through  which  said 
road  may  t>e  so  extended,  and  the  rights  and  privi- 
leges of  said  company  over  said  extension,  in  the 
construction  and  use  of  said  railroad,  for  the  t}ene- 
tit  of  such  company  in  controlling  and  applying  the 
assets  of  such  company,  shall  be  the  same  as  it 
their  railroads  had  been  constructed  wholly  within 
this  State. 

Section  3.  That  any  railroad  company  hereto- 
fore organized,  or  which  may  hereafter  be  orga- 
nized, under  the  general  or  special  laws  of  this 
stale,  and  which  may  have  constructed,  or  com- 
menced the  construction  of,  their  road,  so  as  to 
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meet  an4  connect  with  any  other  railroad  in  an 
adjoining  state,  at  the  boundary  lice  of  this  st^te— 
shall  have  the  power  to  mBke  such  contracts  and 
agreemeiits  with  any  such  road  cunstiucted  in  an 
aojoininj  state,  for  the  transportation  of  freight 
and  passiDgers,  or  lor  the  |use  of  its  said  road,  as 
to  the  boird  of  directors  majy  seem  proper. 

Section  4.  No  railroad  company,  incorporated 
ororganJEed  by  special  charter,  or  under  a  general 
law,  shall  incur  a  forfeiture  of  any  of  its  corporate 
privileges,  by  reason  of  its  ^ving  heretofore  failed 
to  elect  directors  within  th<  time  prescribed  by  its 
charter,  or  said  law,  or  on  Account  of  a  misnomer 
of  said  aompany  in  any  publication  of  notice,  or 
for  a  failore  to  complete  the  work  within  the  desig- 
nated period.  But  all  said  companies,  so  incorpo- 
rated as  aforesaid,  shall  have  full  power  and  lawful 
authority  to  construct  and  complete,  within  five 
years  heielrom,  their  road^  over  the  routes  which 
they  may  have  hitherto  respectively  surveyed  and 
located;  and  whenever  anyfrailroad  company  shall 
have  surveyed  and  located  ia  route  for  a  road,  and 
commenced  the  constructioi)  of  the  same,  they  shall 
have  luli  right  and  authority  to  complete  said 
road,  ana  to  use  and  occupy  the  same  :  Provided, 
That  noiping  herein  contained  shall  be  construed 
to  extendi  to  any  companies  under  special  charters, 
except  sach  as  are  now  oi'ganized,  and  have  act- 
ually coijstructed  some  ponion  of  said  railroad. 

SecticIn  5.  It  is  providei\  however,  and  it  is  here- 
by expressly  declared,  that  no  railroad  company 
incorporated  in  this  state,!  the  terminus  of  whose 
road  is  at  or  within  two  mtles  of  any  city  or  town 
on  the  Onio  river,  shall  coisolidate  its  stock  with 
that  of  ^ny  other  companj[  on  the  opposite  side  of 
said  rive^,  nor  shall  run  or  Construct  its  road  along 
or  acrossi  the  streets  of  sai^  town  or  city,  without 
the  ccnsdnt  of  thecorporateauthoritiesof  said  town 
or  city  peiog,  in  each  ca$c,  thereunto  obtained  ; 
providcd,\  that  this  proviso  shall  not  apply  to  or 
affect,  in  any  manner  whatsoever,  the  rights  or 
liabilities  of  any  company  constructing  any  road, 
whose  tnrminus  is  a  city  pr  town  situated  within 
two  miles  of  the  line  bet«feen  this  state  and  the 
state  of  Ohio. 

SecticIn  6.  Nothing  in  this  act  shall  be  construed 
to  repeal  or  affect,  in  any  manner  whatever,  the 
provisioiis  of  an  act  entitleid,  "An  act  supplemen- 
tal to  af  act  entitled  '  An  act  to  provide  for  the 
Incorporitiun  of  Railroad  Compaoies,'  "  approved 
June  16th,  1^52. 

SECTiofc*  7.  Whereas  an  (mpi^ency  exist*!  for  the 
passage  i)f  this  act,  the  safne  shall  take  effect  and 
be  in  for:e  from  and  after  its  pa^sa^. 

OLIVER  B.  TORBET, 

Speaker  of  Ike  He^ise  of  Representalives. 

ASHBELJ.  WILLARD. 

IvcsuleiU  of  the  Senate. 
Approved  February  23.  I^53.  ; 

^JOSEPH  A.  WRIGHT.  ' 

This  rbute  cannot  be  otherwise  than  a  most  im- 
portant ope,  and  will  attract  a  full  share  of  public 
attention!  Dr  Ellis  may  be  seen  for  a  few  day* 
at  Howao-d's  Hotel,  in  this  city,  and  will  furnish 
any  furtljer  information  that  may  be  desired. 

Sontltcrn  Ettterprlxc« 

The  Savannah  (Ga.)  Republican,  speaking  of 
the  enterprise  of  the  citizens  of  that  city,  says  thej 
contribute  $3  000,000  to  the  Central  railroad; 
$600,000  lo  the  Southwestern  road  ;  »500,000  to  the 
Augusta  and  Waynesboro*  road;  SJ0,UU0  to  the 
Macon  afcd  Western  road ;  S60  OOOtothe  Milledee- 
ville  and  Eatonton  roads,  $100,000  to  Opcleika  road, 
endorsed  Muscogee  railroad  bonds  tor  S' 5.000 ;  and 
paid  avek^y  large  sumtowatds  the  state  road  in  the 
way  of  taixes.  In  addition  |o  this  they  have  contri- 
buted at  least  S450,000  lor!  steam  ships  and  steam- 
boats, SipO,000  lo:  a  canal  Iconnecting  the  Savan- 
nah andiOgechee  rivers,  ind  other  consideraMe 
sums  lor  their  shipping  interests.  They  have  built 
gas  works  at  a  cost  of  over  |i  100  000,  and  are  now 
erecting  jwater  works  wbiQh  are  to  cost  at  least 
S250,000J  All  this  has  bee|i  done,  too,  since  1836, 
when  heripopulation,  whitej and  black  did  not  ex- 
ceed 7,000,  and  when  but  sixteen  years  only  had 
elapsed  after  the  great  fire  olf  1820,  which  literally 
burnt  up  all  her  commercial  property  to  the  value 
of  many  iniUioas. 


.^  im.i^^.^JyLJ'.^mjd.^^lA.^^ns^l 
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AJUBRICAH    RAILROAD    JOURKAIi. 


Lightner's  Patent  Axle  Boxes, 

FOR  RAILROAD  CARS- 

THE  attention  of  those  engaged  in  builtling  and  using  Rail- 
road Cars  18  called  to  this 


Patent  Axle  Box, 


en, 


among 


A«  poasessing  numerous  advantagpn  over  all  othei 
which  we  enimierate  tho  follnwintf : — 

1st.  The  original  cost  Is  much  lusx. 

2nd.  It  saves  seventy-five  per  cent  in  oil. 

Srd.  No  dust  can  gain  access  to  the  journals, 

4th.  It  prevents  all  possibility  of  "A«n/zn^." 

6th.  Cars  Aimishod  with  them  run  much  easier,  and  require 
less  power  to  move  them. 

6th.  Its  conntruction  i.s  simple-^not  liable  to  become  loose 
by  service,  and  allows  a  free  inspection  of  the  journals  and 
boxen. 

7th.  The  bearings  of  an  eight  wheel  LOADED  car,  can  be  re- 
moved ft-om  the  journals  while  under  the  car,  and  returned  in 
less  than  half  an  hour,  by  ONE  man. 

8th.  The  trucks  and  wheels  are  fVee  ttom  oil  and  dirt, 
usually  seen  on  Railroad  Cars. 

The  following  Testimonials  arc  submitted  : — 

This  certifies  that  I  have  been  particular  in  comparing  and 
testing  the  Patent  boxes  of  John  Lightncr,  for  one  year,  with 
the  various  other  boxes  in  use  upon  the  Old  Colony  Railroad. 
I  do  not  hesitate  in  pronouncing  Mr.  Lightncr'f  boxes  far 
superior  in  every  respect  to  any  other  boxes  in  use.  We  find 
the  consumption  of  oil  to  be  but  one  quart  per  month  for  each 
eight  wheel  car ;  this  l>eing  the  quantity  with  which  they  are 
replenished  regularly  once  a  month.  The  Journal  and  oil  is 
perfectly  secure  from  dust,  and  after  one  year's  hard  service, 
the  composition  boxes  or  bearings  exhibit  no  apparent  wear. 
I  think  the  bearings  will  run  three  times  the  distance  in 
Lightner's  that  they  will  in  any  other  box  in  use  ;  besides,  the 
cars  are  not  detained  from  the  road  for  repairs  of  boxes. 

The  bearings  may  be  removed  from  the  Journals  of  an  eight 
wheel  car,  examined  and  returned  to  their  places,  by  one  man, 
occupying  but  twenty  minutes,  which  would  require  two  men, 
half  a  day,  with  the  common  boxes  in  use  in  New  JCngland. 

For  economy  and  convenience,  Mr,  Lightner's  patent  axle 
hoses  excel  any  tiling  which  has  hitherto  been  applied  to  Rail- 
way Cars. 

Signed,  PAGE  LOVEJOT, 

Supt.  Car  Uuilding  and  Repairs  Old  Colony  R.  R.  Co. 

I  fully  concur  in  the  opinions  above  expressed,  having 
thoroughly  tested  the  merits  of  J.  Lightner's  patent  boxes 
upon  tenders  of  Locomotives  of  the  Old  Colony  Railroad. 

S.  M.  CUMMINO&, 
Supt.  Motive  Power  Old  Colony  Railroad 

OtTICB  or  THE  FlTCHBCROASDWORCESTBft  R.R. 

fitchburg,  June  2nd,  1852. 
Mr.  John  Liohtner, 

Dear  Sir,— Your  Patent  Axle  Box  has  been  in  use  upon  our 
Railroad  during  the  last  year  and  has  given  entire  satisftiction. 
Wc  find  our  Engines  and  Cars  require  much  less  power  to 
move  them,  than  others  not  furnished  with  this  box,  and  the 
buving  in  oil  is  ver>'  great. 

Our  freight  Cars  run  upon  connecting  roads,  and  are  sonie- 
tinies  beyond  our  control ;  therefore  as  a  matter  of  safety,  we 
have  the  boxes  examined  once  a  month,  and  oiled  if  necQseary, 
the  quantity  of  oil  required  is  small. 

Our  Passenger  and  Baggage  Cars,  which  are  in  constant  use, 
run  nme  hundreil  miles  jier  week.  We  find  it  necessary  to  oil 
them  only  once  in  three  months.  In  one  or  two  instances, 
•  hey  have  run  more  than  sixteen  thousand  miles,  without  being 
oiled  or  sustaining  any  iiyury. 

Yours  Respectflilly, 

IVERS   PHILLIPS,  President. 

Tha  eobecriber,  begs  leave  to  suggest  to  all  Railroad  Corpo 
rations  (new  or  old)  the  importance  of  an  EARLY  application 
of  this  valuable  improvement,  to  their  NEW  CARS,  WHILK 
IN  PROCESS  OF  CONSTUtfCTIOX  ;  as  thereby  much  deten- 
tion of  curs,  and  great  expense  will  l>c  avoided. 

Models  and  Te.->tiiiiuny  of  the  at)ove  Boxes,  may  be  exaii^ined, 
hikI  arrangements  may  be  made  for  the  Right  to  use  the  bamc. 
Willi  tlie  autMcnt>er. 

WM.  SHERBCRNE, 

I'KINCIPiL  ACEST, 

Ofilcp,  No.  167  Broadway,  New  Tork. 
.March  26.  I80.I 

HAMMERED  CAR.      T' 

AND 

LOOOl^OTlVa  A2LSS, 

rROni  TBB  PENC07D  IRON  WORXC 

'¥1HE  Subscrihors  arc  prepared  to  ninmifacture  the  above  i 
J_   the  very  BEST  materials  and  with  promptness. 

A'l.lresM  .\.  St.  v.  l;OBERTS, 
Office,  No.  80  l-'J  Walnut  St.,  Pliiladeiplna. 
Marcli  26, 1853. 

FOR  SALE. 

rpWO  Sixty  Horse  Power  Steam  Ensrines,  iTith 

J.    eight    boilers,  suitable  lor    Blast   Furnace, 

Punapins:,  or  Mining ;  formerly  used  by  the  State 

of  Pennsylvania  on  the  Schuylkill  Inclined  Plane, 

near  Philadelphia,  (where  they  may  now  be  seen.) 

Apply  to  A.  &  J.  ROBERTS, 

No.  80i  Walnut  Street,  Philadelphia. 


Pottstown,  Pa.,  March  I6,  1833. 


Notice  to  Contractors. 

HANNIBAL  AND  ST.  JOSEPH  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  underbigned,  in  the  cily  of  Han- 
nibal, Missouri,  until  the  twentieth  day  of  April, 
for  the  graduation,  masonry  and  bridging  ot  25 
miles  of  said  road,  eitending  west  from  Hannibal 
Proposals  will  also  be  received  at  our  office,  in 
the  city  ofSt.  Joseph,  Missouri,  until  the  tenth  day 
ot  May,  for  the  graduation,  masonry  and  bridging 
of  25  miles  additional,  extending  east  from  St.  Jo- 
seph. The  remainder  of  the  line,  extending  a  dis- 
tance of  over  150  miles,  will  be  placed  under  con- 
tract as  soon  as  the  same  can  be  prepared  by  the 
engineers. 

This  line  embraces  some  very  heavy  excavations 
and  embankments,  and  several  large  bridges. 

Plans,   profiles  and  specifications  will  be  ready 
at  each  place  one  week  previous  to  the  It-iiing. 
DUFF  &  LEARNED. 
Contractors  H.  and  St.  J  RR. 

To  Railroad  Co^s,  Locomotive 
Buiiders  and  Engineers. 

THE  undersigned  having  taken  he  Agency  of  Ash- 
croft'B  Steam  Gauge,  would  r*'commend  their 
adoption  by  those  interested.  They  have  been  exten- 
sively used  on  Railroad?.  Steamers  and  Stationary 
Boi'ers,  where,  from  their  accuracy,  eimplicity.  and 
nonliability  to  deiangement,  they  have  given  penect 
satiafactiuD.  In  fact,  for  Locomoiives,  they  are  the 
anly  reUabU  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
C^naulting  Engineer,  64  Broadway. 


To  Contractors  for  Masonry. 

PROPOSALS  will  be  received  by  the  subscri- 
ber, up  to  April  SOih  next,  lor  the  masonry  of 
lour  stone  bridges,  on  the  Philadelphia  and  Read- 
ing Railroad,  as  follows,  viz  : 

Falls  Bridge— At  the  Falls  of  Schuylkill,  near 
Philadelphia,  will  consist  of  6  oblique  arches,  with 
square  built  ribs,  of  78  feet  span  each,  crossing  the 
Schuylkill  river  and  navigation,  with  an  elevation 
of  roadway  48  feet  above  the  water.  It  will  con- 
tain 10,166  perches  of  masonry;  the  piers  and 
abutments  must  be  raised  to  the  springing  line 
during  the  present  season,  and  the  arches  turned, 
and  work  as  nearly  as  possible  finished  in  the  year 
1854. 

Peacock's  Locks  bridge — Is  located  6  miles  above 
the  city  of  Reading,  and  will  consist  of  8  square 
arches  ot  63  feet  span  each,  crossing  the  river 
Schuylkill,  and  one  oblique  arch,  with  square  built 
ribs  of  75  feet  span,  crossing  the  Schuylkill  navi- 
gation. The  elevation  of  roadway  is  5i8feet  above 
the  surface  of  water  in  the  river.  This  bridge  will 
contain  about  10,651  perches  of  masonry ;  its  piers 
and  abutments  must  be  raised  to  the  bpringing  line 
during  the  present  season,  and  the  arches  turned, 
and  work  as  nearly  as  possible  finished  in  the  year 
1854. 

Black  Rock  dry  arches — Is  a  structure  intended 
to  increase  the  water  way  tf  Black  rock  bridge, 
near  Phoenixville,  and  will  consist  of  two  square 
arches,  of  50  feet  span  each,  with  a  roadway  ele- 
vation of  23  feet  above  the  ground.  It  will  contain 
about  1450  perches  of  masonry,  and  must  be  finish- 
ed during  the  present  season. 

Fourth  crossing  bridge — Located  near  Orwigs- 
burg  landing,  is  intended  to  replace  a  woolen 
bridge  recently  destroyed  by  fire,  and  will  consist 
of  4  square  arches,  of  46  feet  span  each,  crossing 
the  river  Schuylkill,  with  a  roadway  elevation  ol 
21  feet  above  the  surface  of  the  water.  It  will 
contain  about  400  perches  of  masonry,  and  must 
be  finished  during  the  present  season. 

In  all  the  above  structures,  the  work  must  be  car- 
ried on  so  as  not  to  interfere  with  the  trade  of  the 
road.  The  railroad  company  will  prepare  the 
foundations,  erect  and  maintain  the  centres,  fur- 
nish the  lime,  sand  and  cement,  and  the  cars  and 
motive  power  necessary  to  transport  the  stone  on 
their  road.  All  other  expenses  connected  with  the 
masonry  to  be  borne  by  the  contractors. 

Plans  and  specifications  in  detail  may  be  seen 
at  this  office,  where  all  other  necessary  explana- 
tions will  be  given  to  those  who  wish  to  bid  lor 
the  work.  J.  DUTTON  STEELE. 

Engineer's  office,  P.  &  R.  road,  ) 


A    Whitney  &  Son, 

PBIZ.ADSZ.PHZA,  PA., 

MAJrUFACTURERS  of  Chilled  Railroad  Wheels  for  Oars 
and  Locomotives.  Also  furnish  Wheels  fitted  complete 
on  l>est  English  and  American  Rolled  and  American  Hammered 
Axles.  31tf 


STEEL. 


NAYLOR    &    CO., 

IVIAIVVFACTURCRS  OF  STEEL, 

AT   SHEFFIELD,  EXOLAXD, 

HAVE  on  hand  at  their  jirinciplc  depots, 
No.  99  and  101  John  Street.  Ntw  York, 
No.  11  Liberty  Siiuare,  Boston, 
No.  11  Comrnerre  Street,  Philadelphia, 
A  larpc  assortment  of  CAST,  SHEAR,  GERMAN  BLISTER 
AND  SPRINO  STEEL,  of  dllferent  qualities  adapted   to  the 
various  piirpo.-<es  for  which  Steel  ii  used, 
tiarch,  26,  1853. 


IMPROVED  SAFETY  FUSE. 

THIS  siiiierior  article,  manufactured  of  the  best  material, 
i°>>r  iKiiitinif  the  charge  when  blasting,  is  kept  for  sale  io 
any  quantity  by 

BRIDGES  &  BROTHEIC, 

61  COrRTLAMD  STREET, 

NEW     YORK. 


Bi  eBiYii  &  iiiii 

SHEFFIELD,  ErVGLAJVD, 

Illaniifactarers  of 

WARR.'VNTED  Ca»t  Steel  of  superior  quality  for  Tools, 
Machinery  and  Engineering  purposes.  Single  and 
Double  Shear,  Blister,  German,  Spring  and  Sheet  Steel  of  every 
de.neription  ;  also,  Cast  Steel  Files  of  hiijh  reputation,  specially 
adapted  for  the  use  of  Machinists,  and  Saws  and  Edge  Toolset 
all  kinds. 


Corporate  mark 


USB 


CHAS.  CONOREVE,  Agent, 
68  .M«iden-lane,  New  York. 
Stocks  of  the  above  goods  constantly  on  bandL 
January  12,  1853. 


Notice  to  Contractors. 

Office  of  Hacine,  Janesville  (f-  Miss.  R.  R.  Co.,  \ 
Racine,  Wis.,  March  10,  1853.      J 

THE  Racine,  Janesville  and  Mississippi  Rail- 
road Company  give  notice,  that  they  will  on 
the  first  day  of  April  next,  at  their  office  in  the  city 
ol  Racine,  let  the  Grading,  Masonry,  Bridging,  and 
Superstructure  of  that  portion  of  their  road,  extend- 
ing from  the  city  of  Racine  to  the  village  of  Beloit. 
beins  about  sixty-four  miles. 

Proposals  will  be  received  for  the  whole,  or  any 
portion  of  the  above  work,  from  this  date  until  the 
first  day  of  April  next,  at  5  o'clock,  P.  M. 

Profiles,  Plans  and  Specification*  are  now  ready 
for  inspection  at  the  Office  of  the  Company,  and 
lull  particulars  may  be  obtained  by  parties  inter- 
ested, bv  calling  at  the  office,  or  addressing  CHAS. 
L.  PRESCOTT,  E!=q.,  Chief  Engineer,  at  Racine. 

Parlies  are  also  referred  to 

John  A  C.  Gray,  Esq..  Director,  New  York 
City,  and  Simeon  Draper,  Esq.,  Treasurer  of  the 
Company,  at  N.  Y.  City. 

By  order  of  the  Board  of  Directors. 

HENRY  S.  DURAND,  President. 

Railroad  iron. 

C>^^^^J^  TONS  superior  quality,  dcliverinr 
t>  W"  trom  April  forward,  with  5  to  600 
tons  per  month,  for  sale  by 

NAYLOR  &  CO., 
12tf  99  &  lOt  John  st. 


I^rouglit  Iron  Wlieels  ! 

THE  SUBSCRIBER,  Sole  Agent  in  the  United 
States  for  the  Union  Foundry  in  England,  is 
prepared  to  lak»»  ordt-rsfor,  and:o  lurnish  promptly 
Wrous/U  Iron  Wheels  at  a  low  cost,  of  a  superior 
quaiiiy,  for  Railway  Cars.  These  wheels  are  ex- 
clusively used  in  England,  and  are  already  in  use 
on  several  important  railroads  in  America.  Sam- 
ples of  them  can  be  seen  at  24  Broadway,  New 
York,  and  9  Liberty  Square,  Boston. 
4t  19  WM.  BAILEY  LANG. 
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To  Contractors. 

PROPOSALS  WILL  be  received  to  the  23d  of 
April  inclusive,  at  the  Engineer  offices  ot  the 
Northwestern  Viiginia  Railroad  in  Parkersburg, 
West  Union  and  Clarksburg,  for  the  GRADUA- 
TION and  MASONRY  ol  about  60  sections,  av- 
eraging 1  mile  each,  of  the  road.  The  work  will 
be  mostly  of  the  lighter  kind,  but  embracing  many 
sections  ot  good  size  and  some  bridge  masonry  and 
tunnelling.  There  are  103  sections  upon  the  road, 
of  which  upwards  of  40  are  under  contract.  The 
route  to  and  along  the  line  is  easy— the  Baltimore 
and  Ohio  Railroad,  the  Ohio  River,  and  the  North- 
western Turnpike,  rendering  it  very  accessible  at 
all  points. 

Specifications  will  be  distributed  from  the  offices 
named,  and  also  Irom  Feiierman  on  the  Baltimore 
and  Ohio  Railroad,  near  the  east  end  ot  the  line,  on 
and  alter  the  1 1th  of  April.  Bidders  must  be  well 
recommended,  and  will  slate  what  other  work  they 
may  have  in  band. 

By  order  of  the  President  and  Directors. 

BENJ.  H    LATROBE, 

.  .    -  Chief  Engineer. 

Baltimore,  March  9ih,  1853.  

Notice  to  Contractors. 

Mississippi  and  Atlantic  Railroad,  from  Terre 
Haute  to  St.  Louis  Letting.— Sealed  propo- 
sals, will  be  received  at  the  office  of  the  Company, 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  15th  day  of  May,  1853,  at 
sundown,  for  the  grading  and  masonry  from  Terre 
Haute,  Indiana,  to  Pocahontas.  Illinois,  (124  miles) 
and  lor  the  bridge  across  the  Wabash  River. 

Propositions  will  also  be  received  until  and  on  the 
15th  day  of  June,  1853  at  sundown,  ateiiher  of  the 
above  named  offices,  for  the  grading  and  masonry 
from  Pocahontas  to  Caseyviile,  (30  miles.) 

Proposals  will  be  preferred  for  sections  not  less 
than  one  iior  more  than  three  miles,  but  will  be  re- 
ceived and  considered  lorsections  of  ten,  fifteen  and 
twenty  miles. 

The  Company  reserves  the  right  to  accept  ot 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 
proper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  lor  two  weeks  previous  to  the 
letting.  John  Brodgh,  Presioent. 

S.  DwiGiiT  Eatok,  Engineer. 

Terre  Haute,  Ind.,  March  1,  1853. 


To  Contractors. 

NIAGARA  FALLS  HYDRAULIC  CANAL. 

SEALED  Proposals  will  be  received  at  the  Office 
ofHhe  Niagara  Falls  Hydraulic  Company  at 
Niagara  Falls  until  Wednesday  the  Sixth  day  of 
April  next  inclusive,  for  the  Excavation,  Masonry, 
Bridging,  Gates,  Waste- Weir,  Bulkheads,  Dock- 
ing, &c. 

Plans,  Profiles  and  Specifications  may  be  seen 
at  the  Company's  Office,  at  Niagara  Falls;  also  at 
the  Office  of  the  Hon.  C.  S.  WoodhuM,  No.  59 
Ful»on  street.  New  York,  and  Walter  Bryant,  No. 
22  Congress  street,  Boston,  Mass. 

The  Company  will  have  a  steam  drilling  machine 
on  the  work  alter  the  fitteenth  of  March,  to  which 
they  wish  to  call  the  attention  of  Contractors. 

The  Company  reserve  the  right  to  accept  or  re- 
ject any  or  all  of  the  Proposals  as  they  may  con- 
sider for  the  interest  of  the  Company, 

E.  R.  BLACKWELL,  Chief  Engineer, 

m5  3t  Buffalo,  N.  Y, 


Notice  to  Contractors.        i     To  Haiiroad  Contractors. 

"I^EW  ORLEANS,Jackson  and  Great  Northerners  ^1*1 
l^    Railroad.— Sealed  proposals  will  be  received  SKflUKi 


Brass  Tubes  for  Locomotire  & 
Marine  Boiiers. 

THE  undersignf  d,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  ^viessrs. 
Allen,  Everett  &  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Loconioiive  Engmes.  1  hose 
Tubes  are  found  to  answer  well,  and  are  now  in  most 

fteneral  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out,  realize  about  half  the  amount 
for  old  metal.  Per  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HfCKS, 
Mudi  2d,  1853.  90  fie&vu  »U 


at  the  office  of  the  company,  No.  45  Carondelet 
street,  New  Orleans,  until  the  eighth  of  April  next, 
for  the  Grading,  Masonry  and  Bridging,  ot  the  re- 
maining part  of  the  first  division  ol  the  New 
Orleans,  Jackson,  and  Great  Northern  Railroad.  „^^^^  toasonrv 
extending  from  the  line  of  the  state  of  Louisiana  to  "„  ,  _  "^Lr^^.,.  "  .^' 
the  city  of  JaLkbOn,  Mississippi,  a  distance  of 
about  95  miles. 

The  route,  geoerally,  is  through  a  high,  healthy 
pine  country,  which,   with   the  character  of  the |^.^^^  ahdithe 
work,  renders  it  worthy  the  attention  of  northern  |^  |^^^        ' 
contractors. 

Satisfactory  evidence  ot  ability  will  be  required 
with  proposals. 

Plans  and  profiles  will  be  ready  for  examination 
at  the  Engineer's  office  in  New  Orleans,  and  inlor- 

maiion  regarding  the  line  S'^f ".  Jyjh^AssUtant  i       -     ^^^  payments  in  iuii,  or  a  portion  on  the 

Engineers,  at  Jazkson  and  Gallatin,  after  the  2oih '  "^  ■'  -  '  ^ 

ol  March. 


!     PACIFIC  RAJiLROAD. 

SEALED  Proposals  will  be  received  at  the  office 
ot  ihei  Pacific  Railroad  Company,  St.  Louis, 
Missouri,  until  the  first  day -of  Apiil  next,  lor  the 
tuasonry,  bridging  and  ties  lor  twenty 
miles,  ana  until  the  first  day  of  May,  for  aboat  sev- 
enty mile^  additional,  terminating  at  Jedejson  city. 
This  diviiion  is  mostly  in  thie  Missouri  valley,  and 
with  the  licility  afforded  toi!  transportation  on  the 
ability  on  thelside  hill  cuu  of  using 
a  large  lo^ce  advanugeoustj)'  during  the  best  pan 
of  the  working  season,  it  may  be  worked  promptly 
and  econ<^mically.  There  will  be  several  large 
bridges  on  this  division.  ThIe  work  will  be  diviced 
I  into  sections  ot  about  five  miles,  but  contractors 
may  take  more  than  one  section.     Offers  received 


JAMES  CLARKE,  Chief  Engineer. 
New  Orleans,  Feb.  38,  1853. 


CAUTION. 
India-rubber  Car  Springrs. 

AM  adveriiseinint  having  lately  appeared  in  the 
public  papers,  signed  H.  H.  Day,  claiming  to 
have  received  Irom  the  American  Institute,  the  pre- 
mium for  the  best  India-rubber  Car  Spring,  the  sub- 
scribers think  it  well  for  the  satislaction  of  their 
friends  and  those  interested,  as  well  as  for  the  pur 
pose  of  exposing  false  statements,  to  pubUsh  the  fol- 
lowing Diploma,  lately  av  arded  to  F.  M.  RAY,  the 
inventor  of  the  Spring.  The  original  of  which  can 
be  seen  at  the  office  of  the  company.  No.  104  Broad- 
way, New  YorK. 

Diploma — Awarded  by  the  American  Institute  to 
F.  M.  RAY,  for  '.he  best  India  rubber  Car  Spring. 
A  Gold  Medal  having  been  before  awarded. 
Signed,  JAMES  TALLMADGE, 

Presiaent. 

N.  Mkios,  Recording  Sec'y-  ; 

Adoniram  Chandler,  Cor'g.  Scc'y.  1 

Nffw   York,  Oct.,  1851. 

New  England  Car  Spring  Co.,  No.  104  Broadway, 
New  York.  7tf. 

Hoole,  Staniforth  &  Co., 

MINERVA   WORKS, 
SHEFFIFLD, 
Sieel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ing  and  Machine  Files ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stantly on  hand  by         RICHARD  MAKIN, 
Agent  for  the  Manitfaciurers, 
43  24  Broadway. 


stock  of  the  company.  Plats  and  profiles  will  be 
ready  lor  inspection  filieen>days  before  the  dates 
given  abofe,  and  at  any  limie  information  will  be 
lurnished  by  the  Engineer.  Security  will  be  re- 
quired forlihe  laithlul  and  prompt  perlormance  of 
tne  work.j— The  Company  reserve  to  themselves 
the  right  to  reject  such  offers  as  it  may  not  seem 
to  their  interest  to  accept. 

Other  portions  ol  the  road,|  or  of  the  South  West 
Branch  may  be  put  under  cOtafact  duriLg  the  sea- 
son. THOMAjS  ALLEN,  President 

THQS.  S.  O'SUJLUV  AN,  Engineer. 


To  Contractors. 


fiSft 


FORGIjVGS. 

AXLES,  SHAFTING,  AND  OTHEE  I'OBGINGS  from  the 
GLENDON  FORGES,  for  sale  by 

GEORGE  GARDNER  <fc  CO., 

March  0,1863. 


i^irg^inia  Locomotive  and^Car 
Worlds. 

Wolfe  Street  and  River  Potomac,  Alexandria,  Va. 
SMITH  &    PERKINS,   Proprietors. 

MANUFACTURE  I 

Locomotive  Engines  and  Tenders.  ' 

Marine  and  Stationary  Engines  and  Boilers, 

Chilled  Car  Wheels  and  Axles 

Patent  Chilled  and  Wrought  Slip-tire. 

Machinery  and  Castings  generally. 

The  undersigned  having  erected  very  extensive 
shops,  and  procured  the  most  modem  machinery 
and  tools,  are  prepared  to  execute  orders  for  Loco- 
motive Engines,  Cars,  and  Machinery  of  all  kinda^ 
with  despatch,  and  on  the  most  lavorable  terms. 
R.  C.  SMITH, 
La  t*of  the  Alexandria  Iron  Works. 
TILATCHER  PERKINS, 
Late  Master  of  Machinerr  on  the  Bait.  &  O.  RJl. 

July.28, 1861 


fc^t.AL,t,U  i:'ropo»als  will  oe  icccivcu  ai  lUe  office 
)  of  the  Maysville  and  BiglSandy  Railroad  Com- 
pany, in  i^e  city  of  Maysrjille,  Kentucky,  until 
Saturday,  Apiil  2nd,  1»43,  aQsundown,  fui  Gradu- 
ation and  Masonry  of  Fitty-fne  miles  ol  the  road, 
between  Mbysville  and  Sprin^ville,  (opposite  Ports- 
mouth, Oh|o.)  Plans,  ProtUes  and  Specifications 
will  be  ready  for  inspectionitor  two  weeks  before 
the  day  of  letting.  ^ 

The  line  Irom  Springville  to  the  mouth  of  Big 
Sandy  rive^  will  be  put  under  contract  as  soon  as 
this  company  receive  reliable  assurance  ot  being 
met  at  that  point  by  the  Virginia  Central  Railroad. 
By  order  of  the  Board  of  Directors, 
THOMAS  B.  STEVENSON,  President. 
CUiS.   B.  CHILDE,    OUef  Engineer. 
James  A<  Lee,  SecreUuj. 
January  8U,  1853. 

Fuitin  Car  Manufactory, 

CINCINNATI,  OHIO. 

GEORGfi  KECK  would  raspenlully  call  the  at- 
tention of  Railroad  Companies  in  the  West  and 
South  to  hibestiblishment  at  Cincinnati.  His  facil- 
ities for  mabulactunng  are  extensive,  and  the  means 
of  transportntion  to  different  points  speedy  andecon- 
omicaL  He  is  prepared  to  execute  to  order,  on  short 
notice.  Eight- wneeled  Passenger  Cars  of  the  most  su- 
perior description.  Open  and  Coveied  Freignt  Cars, 
Four  or  Eigfit-whecl  Crank  and  Lever  Hand  Cars, 
I  rucks.  Wheels  and  Axles,  and  Railroad  Work  gen- 
erally. 
Cincinnati,  Ohio,  February  9,  1853. 

fitna  Safety  Fnse. 

THIS  sup^or  article  for  igniting;  the  charge  in  wet 
or  dry  blasUng,  made  with  DUPONT'S  bestpow- 
der,  is  kept  for  sale  at  the  office  and  depot  of 

RBYNOL.D8  A  BROTHER, 

rSo^  Manufaeturers,^^  \ 

No.  85  Liberty  St.  ! 

NEW  YORK. 
Ind  in  the  p^ncipal  cities  and  towns  in  the  U.  States. 
US'  The  Premium   of  the   AMERICAN  INSTI- 
TUTE m^£  awarded  to  the  Etna  S<ifeiy  f\u4  at  th« 
ate  Fair  heldi  n  this  city.  I 

Pease&M  urphy, 
FULllON    IRON    WORKS, 

R.    Office,  27  Corlears, 
Manufacturers  of  Land 
And  Marine  Engines. 
M.  B.— EaKiaesaa4S4MlM«ie|>atf«d.  6*i 


FOOT  of  Cherry  St.,  E 
corner  of  Cherry  st. 


.iL.'i  .^X  uV.ji 
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AMERICAN    RAILROAD    JOURITAL. 


KAIL.  ROAD 


CONTRACTS. 


Tilt;  MOBILE  A!SD  OHIO   RAILROAD  OO. 

HCRCBr    OFFER    FOR    CONTRACT   THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OP  07  mile*  moreot  their  road  in  North  Missis- 
sippi, extending  from  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  State  Line,  and 
pacing  through  Itawaoiba  and  Tishauvingo  Coun- 
ties. 

A^,  118|  miles  more  of  said  road  in  the.  western 
District  oi  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Couiities. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nessee on  and  after  the  1st  of  March,  aad  in  Missis- 
sippi on  and  alter  25ih  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  received  under  seal,  and  contracts 
made  at  the  following  times  and  places,  to  wit: 

March  10th  to  mth  inclusive,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  20ih  to  3Uih,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  ana  McNai- 
ry  counties. 
April  5ih  to  5ih,  inclusive,  at  Carrolvitle,  Tisba- 
niingo  county.  Miss.,  for  line  through  Ita- 
wamba and  Tishamingo  counties. 

Profiles  can  be  seen,  and  other  inlbrmatioa  ob- 
tained, as  follows: — Alter  1st  of  March :       I 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  ol  Mr.  Stevens,  Engineer. 
And  after  25ih  March, 

At  Carrolville,  of  the  Resident  Engineer. 

Some  portions  of  the  185|  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad 
ings  being,  mostly  trom  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  temperate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  Greneral  Agent. 

New  York.  January  28,  1853. 


The  American  Railroad  CJbair 
Manufactaring^  Co. 

IN  POUGHKEEPSiE,  N.  Y., 


PATENT 
LocomotiTe    Steam    Cyliader 

BORING  MACHINE 

AND  FOR  OTHER  p<JRPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
saving  a  great  ertpense.  We  refer  to  Nashua  &  Lowell, 
Fall  Kiver,  Vt.  Valley,  Vt.  and  Mass.,  Old  Colony, 
'New  York  and  New  Haven,  Providence,  Hartford 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie, 
Borton  ai^d  Worcester,  Connecticut  River.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  sale  by 

BRIDGES  A  BROTHER,  Agts., 
64  CourUand  St.  Row  York. 
Jannary  20, 1853.  "^ ; 

IRON.  '~~ 

Pierson  &  Co.,        ' 
24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN.  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON, especially 
manufacturedfor  LOCO AIOTIVE  and  CAR  bUILD 
ERS,  and  RAILROAD  MACHINE  SHOPS  ;  also, 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks,  Axles,  Tires  and  Tire  Bars,  of 
he  B.  O.  LOWMOOR,  and  other  approved  makes, 
mportfld  to  order  od  tfao  nuMt&Torablia  terms. 
Ftobmiyli  1663.  ^..■^„...:  ..^.^  .. 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wbooght  Iron  Chaib,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  oi  the 
chair  being  set,  by  means  of  a  sledge  or  hammer, 
close  and  hrmly  to  the  flange  of  the  rail. 

The  less  thickness  of  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  iht 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
Mow  that  ot  Cast  Ibon  Chairs. 

Our  Chairs  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  bv 
machinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buiialo  and  Rochester,      Tioga,  " 

l>Jorihem,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 

January  I,  1853. 


HENDERSON  AND  NASHVILLE  R.  R. 

SEALED  bids  addressed  to  the  President  of  the 
Henderson  and  Nashville  Railroad  Company, 
at  Henderson,  Ky.,  will  be  received  and  are  invit- 
ed until  the  1st  day  of  April,  1853,  for  the  construc- 
tion of  that  part  of  said  road  tunning  from  the  town 
ot  Henderson,  by  the  way  ot  Madisonville  and 
Hopkinsville,  to  Trenton,  Todd  county,  Ky.,  in  all 
about  eighty-three  miles.  The  bids  may  be  made 
out  on  either  or  any  of  the  following  basis — 

1.  For  the  grubbing  and  grading,  including  the 
ditching,  draining,  cuts,  fills,  culverts,  bridges 
and  turnouts  complete,  ready  for  the  wooden 
sup>erstructare,  of  any  one  or  more  sections  of  tAe 
Road. 

2.  The  same  with  the  addition  of  the  wooden  su- 
perstructure ready  for  the  iron  rails. 

3.  The  same  with  the  iron  rails,  chairs,  etc.,  ready 
for  the  rolling  stock,  including  broken  stone  or 

5 ravel  ballasting, 
'he  same  with  the  depots,  wood  and  water  Sta- 
tions, Engine  and  Car-houses,  offices,  etc.,  com- 
plete for  use,  or 
5.  Bids  will  be  received  as  above  for  the  construc- 
tion of  the  entire  Road,  on  the  following  basis — 
viz: 
1.  For  the  grubbing  and  grading,  including  ditch- 
ing, draining,  cuts,  fills,  culverts,  bridges  and 
turnouts  complete,  ready  for  the  woodeu  tuper- 
•urocuue,  ..,-,„,„.  ..-,-.  -^  ,.^-^..-^,, 


2.  The  same  wiib  the  wooden  superstructure. 

3.  The  same  with  the  iron  rails,  chaiis  and  broken 
stone  or  gravel  ballasting,  ready  for  rolling 
stock,  including  wood  and  water  stations,  etc. 

4.  The  same  with  the  lull  equipments  of  rolling 
stocks,  depots,  wood  and  water  stations,  Eogine 
and  Car  houses  and  shops,  offices,  etc.,  complete, 
and  the  whole  road  and  its  equipments  perfect 
and  ready  tor  use. 

Compiele  drafts,  maps  and  profiles  of  the  Road 
Irom  Henderson,  via:  Madisonville  and  Hopkins* 
ville  to  Trenton,  together  with  plans,  estimates  and 
specifications  ol  the  work,  may  be  seen  by  persons 
disposed  to  bid  ibr  the  whole  or  any  pait  of  it  at 
the  Henderson  and  Nashville  Railroad  Office,  in 
Henderson,  Ky.,on  and  alter  the  Istday  of  March, 
1853.  Biddeis  will  please  give  their  Post  Othce  ad- 
dress in  their  proposals. 

In  consequence  of  the  inclemency  of  the  season, 
the  high  water,  andotner  circumstances,  making  it 
in  the  opinion  of  the  Board  of  Directors,  impos- 
sible lor  our  skillful  and  energetic  Chief  Engineer, 
Wm.  Bewley,  E»q.,  to  execute  fully  the  locating 
surveys  of  our  Railrcad  in  time  for  us  to  exhibit 
the  maps,  profiles,  plans,  estimates,  etc.,  on  the  1st 
uay  of  March,  1853,  as  stated  in  our  original  ad- 
vertisement, we  iiave  determined  to  make  a  change 
in  our  advertisement,  lest  Contractors  should 
be  decived,  and  we  now  say  that  the  maps,  profiles, 
plans,  estimates,  etc.,  of  our  Railroad,  will  be  ready 
lor  exhibition  to  Contractors  at  any  time  between 
the  lOih  day  of  April  aud  the  lOih  day  of  May,  1853, 
wiibin  which  time  bids  will  be  received,  and  that 
our  original  advertisement  is  thus  far  changed. 

Any  lurther  or  more  detailed  information  asked 
either  orally  or  by  letter  will  at  any  time  be  cheer- 
lully  given. 

By  order  of  the  Board  of  Directors  of  the  H.  &  N. 
R.  R.  Co. 

ED.  H.  HOPKINS,  President. 
Henderson  and  Nashville  R.  R.  Co. 

Wilkinson^s 
EXPL.OSI  VE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

64  COURTLAND  ST.,  N.  Y. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  to  those  used  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them 
at  any  speed,  will  cause  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  same  cause,  there 
will  be  a  bright  Hash,  wtuth  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

Thi*  wiil  be  found  to  be  one  more  preventive  qf  col- 
lision.  It  is  often  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  be  warned  of  itn  danger  by  a  flag 
or  lantern,  and  in  such  instances  they  are  invaluable 

They  are  imperv'ous  to  water,  and  will  keep  their 
explosive  property  any  number  of  years.  They  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them. 

January  20,  1863. 


Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON, 
orrxas  his  sbbvicbs  roa  thx 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Cbairs,  or 

any  kind  of  Machinery. 

REFERENCES: 
Messrs  Palmer,  McKillop,  Dent  &.  Co.,  London. 

"        George  Peab^idv  &  Co.  London. 

"        Curtis,  Bouve  &  Co,  Boston. 
Richard  Irvin,  Esq.,  New  York. 
Robert  Ralston,  Esq  ,  Philadelphia, 
C.  C.  Jamieson.  Esq.,  Baltimore.  33 


Dudley  B.  Fuller  &,  Co., 

IRON  COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
IfSW  YORK, 


J 
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Notice  to  CoQtraelors. 

^  Office  N.  O.,  Opelousas  &  Great 

!  Western  Railroad  Co., 

New  Orleans,  March  bth,  1853. 

SEALED  PROPOSALS  will  be  received  at 
this  office,  until  Ihe  lOih  of  May  next,  lor  the 
construction  of  that  portion  of  the  road  between 
Bayou  Lafourche  and  BerwicK's  Bay,  a  distance 
of  3t  miles;  also  from  Berwick's  Bay  to  Wash 
ing'on,  92  ruiles,  including  a  branch  road  of  18 
miles.  Proposals  will  be  made  for  the  entire  com- 
pletii-n  of  the  road,  (except  furnishing  iron.) 

References  of  ability,  and  security,  will  be  re- 
quired. 

Plans  and  specification**  of  the  work  to  be  seen 
at  this  office,  after  the  JOih  of  April. 

JAMES  G.  GIBBES,  Chief  Engineer. 


Locomotive  Engines. 

DANFORTH,  COOK  &  CO., 


HAVING  erected  an  extensive  Shop,  with  the  most  ap- 
proved Machinery  ancT  Tools,  are  prepared  to  execute 
orders  for  the  various  classes  of  Freight  and  Passcnfrer  Loco- 
motive Engines  and  Tenders,  in  the  best  manner  and  on  the 
most  favorable  terms.  ..  vi    /• 

Also,  Stationary-  Engines,  and  the  various  Tools  suitable  for 
riimlshing  Repair  Shops.  . 

The  business  of  Machine  making,  heretofore  carried  on  by 
Charles  Danforth  &  Co.,  is  continued  by  the  present  firm,  and 
all  orders  will  receive  prompt  attention.  Iy49 


BOU^LIJKG  TIRE  BARS. 

40  Best  Flange  Bars  5  1-2x2  inches,  11  feet  long. 

40  "  5 1-2x2      "  7  feet  8  in.  long. 

40     "    Flat        "     6x2  "  U  feet  long. 

40  "  6x2  "  7  feet  8  in.  long. 

Now  in  store  and  for  aale  by 

-    ,  -     EATMOND  at  FULLERTON, 

-  -     ;      '    -■  ■  •  '    --        -  45  CUff  street. 

Iron,  Steel  and  Hardware. 

E.  &  J.  H0PZI2TB, 
93  &  95  Barclay  St., 


IMPORTERS  OF  ENGLISH  and  REFINED  IRON  of  the 
BEST  BRANDS,  suitable  for  LOCOMOTIVE  and  CAR 
BtriLDERS'  use. 

Also,  Cast,  Spring  and  German  Steel,  of  all  sizes — together 
with  a  full  assortment  of  Hardware — Contractors  and  Black- 
a.tiiths'  Tools,  Chains,  etc.,  which  we  offer  at  the  lowest  rates. 
'March  9, 1853. 


Alton,  Mt.  Carmel  and  New 
Albany  Railroad. 

NOTICE  is  hereby  given,  that  there  are  no 
Bonds  of  this  company  in  circulation,  as  the 
books  of  this  company  will  testify  that  no  bonds 
have  ever  been  issued  or  authorized. 

And,  as  all  the  stock  formerly  subscribed  on  the 
books  of  this  company  was,  on  the  4th  and  18ih  of 
December,  1852.  sold  by  the  sheriff,  under  execu- 
tions issuing  Irom  the  Circuit  Court  of  Edwards 
county,  Illinois,  and  was  by  the  purchasers  at  such 
sales,  or  by  their  assignees,  surrendered  to  the 
present  board  of  directors,  on  the  29th  of  January, 
1853  :  kU  Certificates  of  Stock  bearing  date  previous 
to  that  time  are  worthless. 

It  having  been  reported,  that  bonds  and  certifi- 
cates of  stock  of  this  company  have  been  offered 
for  sale  or  pledge  by  parties  formerly  connected 
with  this  company,  the  board  have  thought  it  right 
thus  to  put  the  public  on  their  suard. 

P.  B.  THOMPSON, 
Prest.  Mt.  C.  (f-  N.  A.  R.R.  Co. 
SAinjEL  Thompson,  M.  D.,  .,_... 

Sec'y  to  tie  Board. 
March  7th,  1853.  '  lml2 


Buffklo  Car  Works.        ; 

TOWNSEND  &  COrr,  Proprietors 

WE  are  now  erecting  an  extensive  Establishment  for  the 
manufacture  of  Railroad  Cars,  which  will  be  furnished 
with  all  the  conveniences  known  to  the  business,  and  ready  for 
operation  by  the  Ist  day  of  June  nest,  at  which  time  we  will 
be  ready  to  execute  orders  for  Baggage,  Box,  Platform  and 
Cattle  Cars,  of  the  most  approved  style  and  finish.  Meantime 
we  are  prepared  to  make  contracts  for  work  to  be  (toiished 
during  the  summer  and  foil. 

1.  K         «o  ,«,  TOWNSEND  &  COIT,  Buffalo, 

ygbruwy  23, 18W.  ' 


A.  Whitney  &  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chilled  Railroad  Wheels 
for  Cars  and  LDcomotives.  Also  furni'h  Wheels 
fitted. complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  31tf 


* 


RAILROAD  CAR 
AMD  COACH  TRII^I^I^GS. 

Dorenias  &  l^ixon,  i\ 

AND 

18  KUEBAY  STEEET.  i 

I  ]TI  P  41  R  T  K  R  S 

OF  PLAIN  AND  FIGURED  MOHAIR  PLUSH; 

Printed  and  Uncut  da  do.  entirely  new  designs ; 
ALSO  GERMAN  OIL  CLOTHS  FOR  HEAD  LIVINGS, 

Enameled  with  Gold  and  Silrer  and  Velvet  Printed. 
to-These  Headings  are  the  most  beautiful  evershown, 

naving  been  made  expressly  for  American  Cars. 
D.  &  N    are  sole  Agents. 

ALSO,  PATENT  PARIS  COTTON  FELT. 
QCJ-  This  is  a  patented  article,  makes  a  better  and  more 

desirable  cushion  than  hair  ;  retains  its  elasticity 

longer,  and  ia  free  from  vermin. 
It  is  being  extensively  used  by  Car  and  Omnibni 

builders,   and   is  sold  at  about  half  the  price  of 

curled  hair. 
ALSO,  BROOATELLES  and  MOQUETTa 
ALSO,  CUHLED  HAIR. 

N.  B.— We  have  the  Plush  and  Linings  t*  bond 
for  txporlation. 

i>OBE:!ni;s  a,  nriAo^i. 

November,  1S.52 


Boiler  Pl^ 
Railroad  | 
Car  and 

Solid  Boi 


To  Uatlroad  Conkpanies,  Car 
Builders,  Maeiifnist^,  etc. 

SINGER,  HARTMaN  &  CO., 
SHEKFliLD  IRON   AND  STEEL  WORKS, 

HI       PIT'ISBUKQ,  Pa. 
Warehouse  Nos.  U9  Water^  and  140  Front  ets. 
AVINO  completed  their  arrangements  lor  man- 
ulactiihng  Car  and  l.oc0inoiive  Axles,  Piston 
Rods,  Wioilght  Iron  Shattins, etc.,  either  hammered 
or  rolled  arfe  prepared  to  ofter  ii|ducements  as  to  quai- 
ityand  pn<^.    They  blso  mantifacture 
te  and  Rivets. 

ind  Boat  Spikes,  '  j 

•ocomove  fiiprtn^s. 

Sjring  Steel, 
Vices,  etc.,  etc.    i  15t7* 

The  Cbld  l^priiigr  Iron  Works 

INGURPURA'IEI)  IN  In48. 

IN  the  ToUn  of  Otis.  Couniy  Berkshire.  Waesachu- 
setis,  nisnufactures  CAR  AXLES,  and  all  kinds 
of  VVROL<JHT  IRON  used  tn  the  manulacrure  of 
jLOCOMOtlVtS  aiid  C.XRS;  also,  BAR  IRON  of 
all  deocripiicins.  Particular  attt^ntion  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works-being 
situated  inia  region  ot  WOOP  and  CHAKCOAL., 
with  w  nich  kheir  Axles  are  excitsively  made,  ihc  Com- 
pany feel  cijnfident  they  can  fOinisti  an  article  equdi, 
if  not  superior,  in  quality  and  finish  tu  any  in  the 
market.  They  sohcit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pru- 
fiii&e  they  siiall  t)e  promptly  atteni^ed  to  :  and  execut- 
ed on  terms  as  advantageous ai^  can  be  had  elsewhere. 

Thev  refdr  to— 
John  Kinslnan,  Esq.,  Superiatendent  Extern  Rail- 
road, Sal^m.  Mdsa 
A.  T.  P 


S' 


ISIEON  DRAPEK.  No.  46  riiK-.<t.,  offers  for  sal«',  a  variety 
of  RAILROAD  BONDS  and  STOCKS  ;  also  CITY,  TOWN 
and  COUNTY  BOND.S,  anioiiff  which  are— 
1st  Mortgage  Convertible  Bondst : 

Payable  in 
7  per  ct. — Buffalo,  Coming  aiid  New  York 

R.   R New-  York,  1867 

7  per  ct.— Western  Vermont  R.  R "      1S61  71 

7  per  ct. — Columbus,  Piqua  and  Indiana.  .  .        "     i      18e2 

7  ijer  ct. — Catawissa,  Wiilimii-^ijort  and  Erie.        "  1867 

8  per  ct. — Peoria  and  0<nia«kii "  18«i3 

6  per  ct. — Maysvilk'  and  Lexington "  1870 

6  per  ct. — DaupliinaiKlSusquetiamiaCoalCo.        "     i      1877 

1st  Mortgage  Bon.  is  : 

7  per  cL — Corruns;  Ac  Blossburg "  1873 

7  perct.— Buffalo  and  New  York  City "  1806 

7  per  ct. — Mansfield   and  Sandusky. "  IStK) 

7  per  ct.— Toledo,  Xorwalk  and  t'levcljin<l.  .  "  IStil 

7  per  cL — Vermont  Valley "  18«jl 

7  per  CL— New  Jersey  Central "  1860-70 

7  per  Ct. — Brunswick  Canal  Co. "  18o' 

7  per  Ct. — Troy  and  Bctiuiiigton Troy,  N.Y.  18ti2 

Also,  second  Mortgage  bonds  of  many  of  the  above  companies, 

and — 

7  per  ct.— Saratoga  and  Washington  B.  KNew  York,  1862 

7  per  cL— Troy  and  Boston "  1864 

7  per  ct. — Muscogee  Railroad Savannah,    18t5"J 

7  per  ct.— Huron  and  Oxford. New  York,  1862 

10  per  ct.— Mansfield  and  Sandusky  R.  R.  Co.         "       1855-5" 
7  per  ct. — Township  of  Portland,  Ohio.  ...         "  1S62 

7  perct. — City  of  Dayton,  Ohio,  guaranteed  by 

Mad  River  K.  E ««     '      1861 

10  per  ct.— City  of  Keokuk,  Iowa. Keoktik,  186B 

7  per  ct. — Town  of  Huron,  Erie  county,  Ohio.     Huruu,    1861 

7  per  ct.— Town  of  Newark,  O .  .New  York,  I860 

7  perct. — City  of  Sandusky,  convertible  into 

Junction  R.  B.  Stock "         'l866 

7  per  ct— State  of  CaUtbmia. "      1862-72 

7  per  ct. — Mortgage    bonds  of  the  Atlantic 

Steamship  Co "  1855 

12  per  ct — Improvement  Scrip  of  the  Slate  oi 
Wisconsin   tor   improvement  of 

Fox  Kiver. "  1862 

Rutland  and  Whitehall  Stock,  wiUi  guarantee  of  7  per  cent 
dividend  by  Saratoga  and  Washington  Railroad. 
Stock  in  Uie  Western  Venuout  R.  R.  Co. 
Stock  in  the  Mad  Kiver  K.  R.  Co. 
Stock  in  the  Buffalo,  Coming  and  New  York  B,  R.  Co. 
Stock  in  the  MansUeld  and  Sandusky  R.  R.  Ca 
Stock  in  the  New  York  and  Virginia  Mail  Steamsiiip 
Company,  paying  20  per  cent,  dividends. 


eirc 


E&q.,  Cur  Builder,  Norwich,  Conn. 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Siandueky  Ciiv  Onio 
W.  W.  Weihereli,  C;.r  Builder,  "  •« 

ddreis  HENRY  MELLUS,  Agent, 
Boston,  Mass. 
or,  GEO.  W  PRESCOTT,  Sup't, 
Oiis^,  Mass. 
November  12,  185?  ' 


Toled< 


euiisi  eiPiHiD  moHi 

"D  AKS,  RODS,  BAND  IRON,  etc.,  for  sale  by 
JP  GBOBGB  GABDNBB  &  CO., 

J^atch  a,  1863.  Bostoo,  Msm, 


To  Surveyors  and  Engineers. 

A  MAN  of  science,  and  thoroughly  acquainted 
with  surveying  and  civil  engineering,  wishes 
a  situation  with  some  good  practical  engineer. 
Address  "H.  W.,"  this  office.  3*12^ 


r,  ^'or^alk  and  Cleire- 
i  land   Railroad. 

OPEN  through,  completing  the  last  link  in  the  chain 
of  Raiil-oaas  beiween  New  York,  Button,  Pl.ii». 
delphia,  Baltimore,  Washington  City  and  Chicago. 

jCLJ|X   Un  and  after  Monday,  February  7, 
^^^W     1853,  Passenger  Trains  will  run 
oaily  (Sundays  excepted)  as  follows  : 

Leave  Toledo  at  9  A.  M.  «nd  10  P.  M. 

Leave  Cleveland  at  9.20  A.  M.  and  9PM 

I        coN^ECTi^G 

At  Toledo  With  trams  ol  Michigan  Southern  Rail- 
road, fir  Chicago  and  the  W  est. 
At  Bdlevu*  with  trains  of  Mad  River  and  Lake  Erie 
Road,  for  Sandusky  City,  Dayton,  Indianapolis, 
Cinciuhati,  e'c.  r     -> 

At  Monro^ille  with  Mansfield  and  Sandusky  City 
Road,  for  Sandusky  City,  Shelby  Junction,  Co- 
iunibu^  Newark  and  Zanesvlile. 
At  Graitonrwiih  Cleveland.  Cdiumbus  and  Cincinna- 
ti Roan,  for  Shelby  Junction,  Columbus  and 
Cincinhati. 

1  with  Lake  Shoie  Road,  via  Dunkirk, 
Yoik  and  Boston,  via  Buffalo,  for  New 
d  Albany  and  tor  WeHem  Road  and  Bos- 
th  Cleveland  and  Pittsburg  Road  for 
g,  Wheebng,  Philantlphia,  Baltimore,  d 
"ton  Ciiy. 

E    B 
N  &  C.  R.  R.,  >  1 

Feb.  2  1853.  (  |_ 

Iifon  for  Machinists^ 

I    THE  SUBSCHlBEttS. 
IMPORTERS   AND   DEALERS  IN 
IRON  AND  STEEL, 

HAVE  ci)n8tantly  on  hand  a  good  assortment  of 
Iron  ahd  Steel,  expressly  adapted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS 

AND  iMACHINISTS    GENERALLY.  ' 

ELLIOTT  dt  HOLDEN, 
Feb.  16,  |8fi3. £0  «eekman  st ,  N   T. 

Fire  Bricks. 

^COTCH  Patent— for  sale  ia  lou  to  suit  purcha*- 


At  Cleve  a 
for  Ne 
York 
ton, 
Pittsb 
Wash 

Office  T. 

Norwalk, 


PHILUPS,  Sup't. 


O  ers,  by 


November  19, 1862. 


G.  O.  ROBERTSOK', 
136  Water  »ti»et,  comer  of  Pine, 


i 


New  Yotlc 


^^■^^1 


;  ■  I 


^^P 


808 


AIMTBRTCAW    RAILROAD    JOVRITAL; 


CARH ART'S    IMPROVED    TURNTABLE. 


J&i. 


VaI 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  ca)>able  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly $1,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ot  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars,] 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  E^q.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cat  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 
£Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Pig.  7,  shows  a  cross  section  of  the  track  wail, 
well  and  pedestal. 

For  farther  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14, 1853.      _  \  .  - 


LOW  MOOR  AXLES, 

A     SUPERIORArticle  tor  Railroad  \Jar8^8uj)plied 


'V. 


by  the  Manufacturers'  Agent-  WM.  BAILEY 
LA.N6,  9  Liberty  Square,  Boston,  and  24  Broadway, 
New  York. 


CAUTION.         I 

RAILROAD  Companies,  and  the  public  generally 
aro  hereby  cautioned  turainst  purchxsmg  Rich- 
ardson s  PatcntOil  Cups,  or  therignt  to  use  the  same, 
except  of  the  undersigned,  Proprietor  of  the  Patent 
or  or  some  one  acting  under  his  authority.  Commu- 
nlcaiions  addressed  to  him  at  Westminster,  Vt.,  wili 
b«  prompily  attended  to.  E.  DaWOLF,  Jr. 

OcC  i,  18U.        Ijr* 


To  £ngrineers,  Architects  and 
Dranghtsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profession*,  that  he  has  con- 
nan'ly  on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb  9  1863.  3i5  Broadway,  N.  Y. 


Kallroad  Iron. 

THE  undersigned  Agent  for  the  manufactureis,  is 
prapared  to  contract  for  T  Rails,  of  the  usual 
oattern  and  weights,  to  be  delivered  on  board  ship  in 
Wales,  or  at  this  port. 
For  terms,  sppfy  to  JOHN  H.  HICKS, 

90  Beaver  at. 
Marcb  2d,  1863. 


t 


Wm.  Swinburne, 

LOCOMOTIVE  ENGINE  BUILDEIL  Paterson, 
N.  J  ,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenders,  W^.tels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
ail  the  modern  improvements,  etc.  6tf 

Krupp^s  Prussian 

CAST  stj:£l   axles. 

THE  vE  Axles  have  ne>er  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be* 
fore  their  use  becomes  univerpal  1 

THOS.  PROSSER  &  SOW, 
Sole  Agents,  28  Piatt  St.,  New  York. 
New  York,  Feb.  7t  1863, 


-?g|^f^9i;;^PfPiCV^PV  i^i, ."  ■ '  ■^-  •  T" ' 
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AMERICAN  RAILROAD  J^UR^AL 

STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 

HENRY  V.  POOR,  Editor. 
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Satwrdajr,  April  39,  1863. 

To  THE  Editor  op  the  Am.  R.  R.  Journal. 

Sir  :  The  elaborate  article  in  your  Journal  of 
the  19th  Feb.  last,  on  the  present  state  of  the  New 
York  and  Erie  raih-oad  company,  has  been  read 
with  much  interest  by  the  stock  and  bondholders 
in  this  country.  Since  the  middle  of  January  we 
have  been  anxiously  looking  for  the  annual  report, 
which  we  expected  was  issued  about  the  end  of 
December  in  each  year.  To  find,  as  we  do,  from 
your  article,  that  the  yearly  financial  statement  is 
a  matter  of  uncertainty,  that  annual  meetings  of 
the  shareholders  are  not  invariably  held,  that  large 
financial  operations  are  conducted  without  being 
in  any  way  submitted  to  the  proprietors ;  to  see 
such  a  gigantic  company  managed  in  this  manner, 
haa  created  great  astonishment  here.  We  beg  to 
thank  you,  being  much  interested  in  this  under- 
taking, for  calling  attention  to  these  facta ;  the 
more  so  as  we  have  every  reason  to  believe  from 
our  correspondence  with  the  secretary,  that  there 
exists  on  his  part  (and  we  doubt  not  he  also  repre- 
sents the  feelings  of  the  directors)  a  desire  to  afford 
every  proprietor  making  inquiries,  the  fullest  in- 


formation, and  we  therefore  feel  persuaded  tliat 
when  it  is  clearly  represented  to  the  board,  how 
important  the  stockholders  consider  it  to  have  an- 
nual, if  not  semi-annual  meetings  (as  is  usual  in 
England)  as  nearly  as  possible  on  the  same  day  or 
days  in  each  year,  the  wishes  of  the  shareholders 
in  this  respect  will  be  at  once  attended  to. 

The  statistics  relating  to  the  early  history  of  this 
undertaking,  which  you  so  ably  give,  show  indeed 
a  striking  diflerence  between  cstiviaUd  and  actual 
cost ;  but  we  are  not  unaccustomed  in  England  to 
very  startling  discrepancies  of  the  same  kind,  yet 
we  think  it  would  be  quite  proper  and  fair  to  at- 
tribute the  difference  quite  as  much  to  inadequate 
estimates  in  the  first  instance  of  the  cost  and  ne- 
cessary equipment  of  railways,  as  to  the  bad  or  in- 
different management  of  the  directors  subsequent- 
ly. But  we  arc  not  so  timid  on  this  account  as  we 
used  to  be,  as  we  find  that  an  increased  outlay, 
though  at  first  sight  very  objectionable  may  be 
the  means  of  introducing  us  to  such  a  cheerful  re- 
venue account  as  to  encourage  our  further  efforts 
fully  to  develope  the  traflSc  and  resources  of  the 
road,  and  this  view  must  the  more  strongly  apply 
in  the  United  States  where  the  rates  of  increase  in 
production,  commerce  and  general  locomotion,  is 
proceeding  so  much  more  rapidly  than  in  the  Old 
Cotmtry,  and  growing  to  an  extent  to  which  we 
cannot  ever  attempt  to  fix  a  limit ;  while  the  out- 
lay on  such  a  line  as  the  Erie  may  be  increasing 
ten  per  cent.,  we  may  see  the  traffic  increase  30 
per  cent. 

There  is  one  part  of  your  valuable  article  to 
which  we  must  venture  to  make  some  exception. 
You  say  that  from  January  1861  to  September 
1862,  the  earnings  were  $5,358,712,  and  the  expen- 
diture on  constr%iction  account  $7,001,205,  and 
thence  you  infer  that  instead  of  a  dividend  being 
earned  $1,642,492  has  been  borrowed  to  pay  the 
interest  and  dividends.  But  surely  such  an  infer- 
ence is  nothing  less  than  a  total  confusion  of  reve- 
nue and  capital.  It  cannot  be  reasonable  to  ex- 
pect a  proprietary  to  double  their  track,  provide 
and  enlarge  stations,  and  make  a  large  increase  of 
working  stock  out  of  their  revenue.  The  free  re- 
venue must  be  fairly  applicable  to  dividends 
though  the  construction  of  works  is  still  in  active 
progress. 

Nevertheless,  this  question  of  capital  ought  to  be 


brought  into  j  ome  sort  of  shap4  and  compass  in- 
telligible to  t)oth  proprietors  and  bondholders. 
Cannot  the  d  rectors  have  an  iestimate  made  of 
what  more  m<  »ney  will  be  requiiied  to  finish  a  dou- 
ble track  the  entire  distance,  and  all  stations  .and 
other  necessai  y  works,  and  let  this  be  gradually 
expended.  B  lit  at  the  same  tit|ie  it  behoves  the 
proprietors  th^  Jmselves,  if  they  ^ish  the  credit  of 
the  company  to  stand  high  (which  will  enable 
them  to  borro  v  at  low  rates)  to  Ifix  some  fair  limit 
to  the  capital  account,  and  determine  that  any  ad- 
ditional moue; '  wanted  to  provide  for  still  increas- 
ing trafiic,  sh'  )uld  be  raised  by  loans  re-payable 
by  annual  instalments  of  10,  15,ior  20  per  ct.,  out 
of  revenue.  The  company  woild  then  never  W 
permanently  in  debt  more  than  a  certain  fixed 
amount ;  its  fi  nancial  position  would  be  thorough  \ 
ly  understood  by  the  shareholders,  bondholders, 
and  public  at  arge,  and  its  credit  would  certainly 
stand  very  hi/  ^h  to  the  great  ultimate  benefit  of 
the  proprietor! .  It  is  not  well  t(>  act  on  the  com- 
mon notion,  tb  at  the  loans  of  public  companies  are 
never  to  be  pa  id  off.  So  many  ♦f  the  Erie  bonds 
being  convertible  into  shares,  it  is  not  at  all  un- 
likely that  in  a  few  years,  with  such  management 
as  to  insure  general  confidence,  many  millions  of 
the  preseut  debt  will  be  turned  into  their  capital, 
and  so  the  rei  laining  loan  may  |be  reissued  at  a 
greatly  reduc<d  rate  of  interest,  an  advantage 
which  would  be  still  better  secured  by  the  estab- 
lishment of  evtn  a  very  small  sinlking  fund  for  the 
gradual  redembtion  of  the  company's  bonds— a 
measure  that  Would  be  very  popular  with  the  cre- 
ditors, and  mo^t  advantageous  ia  the  long  run  to 
the  shareholders.  No  other  meature  could  inspire 
so  much  confidence  as  this,  and  it  is  the  more 
needful  to  entek-tain  such  a  suggestion  in  the  case 
of  companies  \  rith  a  borrowed  tapital  greatly  in 
excess  of  the  capital  in  shares.     ] 

We  see  no  reasonable  doubt  that  the  directors 
will  have  at  th*ir  disposal  a  revenue  amply  suffi- 
cient, after  discharging  the  inter^t  on  their  loans, 
to  enable  themj  to  carry  our  suggestion  into  effect, 
without  any  injustice  or  even  temporary  hardship 
to  the  stockhoiiers.  The  traffic  already  develop- 
ing, allowing  a|  much  as  60  pet  cent,  for  working 
expenses,  showjs  upon  the  whole  capital  hitherto 
expended  an  aterage  per  centage  which  our  Eng- 
lish experience  iof  railway  developement  pronoun- 
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exceedingly  encouraging,  and  yet  it  is  evident  that 
the  traflSc  is  quite  in  its  infancy, — notwithstanding 
which  it  even  yet  outstrips  all  the  efforts  and  all 
the  expenditure  bestowed,  in  the  desire  to  accom- 
modate and  keep  pace  with  it.  Anj  English  rail- 
way showing  such  results  and  holding  out  such 
prospects  would  be  one  of  the  most  popular  invest- 
ments of  the  countr}'. 

The  local  traflSc  of  the  line  is  of  the  very  best 
character,  and  by  far  the  most  important  seotrce 
of  revenue,  not  at  all  liable  to  be  disturbed  by 
competition,  but  capable  of  almost  unlimited  de- 
velopemcnt.  The  feeders  of  the  road  from  the 
north  and  east,  insure  an  immense  revemie.  Xs  to 
through  trade  both  in  freight  and  passengers  no 
doubt  there  will  be  in  a  few  years  an  increase  of 
competition,  but  in  your  great  country,  where  the 
growth  of  ten  years  is  like  the  growth  of  an  old- 
fashioned  century,  there  is  room  enough  for  a  good 
many  competitors,  and  experience  may  probably 
show  that  when  rivalry  for  the  through  traffic  has 
fairly  proved  its  results,  and  after  the  more  south- 
em,  east  and  west  lines  have  abstracted  their  own 
proper  shares,  the  residue  then  leift  to  the  Erie 
road  will  realize  considerably  more  than  the  whole 
through  traffic  now  nnder  ite  control. 

Your  Journal,  sir,  is  much  read  in  England,  and 
is  increasing,  as  it  ought  to  do,  its  circulation,  we 
therefore  have  taken  the  liberty  of  iiddrcssing  yo»i 
on  this  subject,  hoping  through  you,  and  perhaps 
with  your  aid,  to  induce  the  Erie  railroad's  direc- 
tors to  make  such  general  explanations,  and  finan- 
cial statements  and  arrangements  as  shall  be  sat- 
isfactory to  the  large  number  interested  in  the 
property.  We  are,  sir. 

Your  ob't  servant*),  Heseltine  &  Powell, 

9  Finch  Lane,  London,  March  11,  1853. 


V»tr  Tork  aMd  Brie  Railroad* 

The  organ  of  this  company,  of  the  29th  inst., 
has  an  article  in  defence  of  the  directors  of  this 
company,  which  we  giye  entire,  both  out  of  justice 
to  the  company,  and  for  the  satisfaction  of  our 
readcrs. 

As  one  interested  in  the  8uccesa.of  *  judicious 
system  of  railways  in  America,  I  have  read  with 
surprise  and  regret  the  recent  articles  upon  the 
New  York  and  Erie  railroad,  in  a  journal  profess- 
ing to  be  friendly  to  the  same  system.  The  direct 
tendency  of  such  articles,  assailing  the  manage- 
ment of  the  principal  road  of  the  country,  is  to 
destroy  the  credit  of  others  less  able  to  bear  the 
bmnt;  and  they  can  be  justified  only  by  esta- 
blishing the  truth  of  the  charges  they  contain, 
and  a  necessity  for  immediate  exi^sure.  It 
would  appear  from  the  conclusive  letter  of  the 
president  in  reply,  that  neither  of  these  can  be 
done. 

These  charges  are,  simply  that  the  road  h;is  cost 
more  than  the  estimates ;  that  the  aggregate  of 
the  items  of  cost  in  the  report  to  the-  Legislature, 
and  the  total  liabilities  of  the  compaay,  do  not 
correspond;  that  the  directors  haw  made  false 
exhibits  of  the  road,  in  regard  t<r%e  cost,  and 
in  regard  to  the  earnings  ;  and  that  the  new  loan 
has  been  made  in  bad  faith  to  the  holders  of 
convertible  bonds. 

The  road  has  undoubtedly  cost  xnota  than  the 
estimates.  The  first  ones  were  very  wide  of  the 
mwk.  Nobody  would  think  now  of  estimating 
the  cost  of  a  road  of  460  miles  through  such  a 
country,  at  $6,000,000.  But  the  present  directors 
are  not  enth^Iy  responsible  for  these  estimates. 
They  took  them  as  they  found  them.  They 
worked  on  for  five  years ;  and  when  they  had  got 
the  road  to  Binghamton,  they  made  a  report, 
explaining  why  the  road,  up  to  that  point,  had 
cost  more  than  the  estimates,  viz :  the  great  rise 


in  the  price  of  labor,  the  unexpected  natural 
obstacles  they  met  with,  and  also  the  increased 
expense  resulting  from  a  change  of  route. 

But  there  were  other  obstacles  not  dwelt  upon 
by  them,  yet  well  known  t»  have  existed,  viz:  the 
difficidty  of  getting  money  ej^cept  at  lieaty  rates, 
and  the  obligation  to  pay  interest  to  stockaolders. 
in  spite  of  alf  the^,  the  dh-ectorr,  by  shouldering 
the  work  themselves,  and  by  putting  their  indi- 
vidual names  to  the  paper  of  the  company,  (as 
la  well  kaown  in  Wall  street,)  carried  the  r<^ad 
through  to  that  point  fbr  S5O,OO0  a  miUe— certaiinly 
no  heavy  or  injudicious  expenditure. 

They  then  made  another  estimate.  They  thought 
they  could  carry  the  road  to  Homell^ville  for 
f  1^000,000:  I|onidlanrin«  was  1 2^  milcfi  beyond 
Bih^amtbri,  and  it  would  hardly  have  seemed 
probable  that  this  could  be  done.  Yet  it  appears 
that  in  Mareh,  18M)  the  road-  was  opened  to 
Corning,  and  the  42  miles  l)etween  there  and  Hor- 
nellsville  put  under  contract,  and  the  iron  therefor 
purdhabed,'  ancT  all  Quh  (tit  $14,428^91.  All  this 
while  the  road  was  earning  comparatively  nothing, 
the  accumulating  interest  on  debt  and  stock  h;id 
to  be  paid  ;  and  it  is  well  known,  that  the  second 
mortgage  bonds  were  realized  during  that  year  at 
heavy  discounts-  So  that  it  appears  that  the 
road  was  actually  completed  to  Homellsville,  for 
not  much  more  than  the  estimate.  The  directors 
said  they  thought  they  could  complete  the  road 
from  there  to  Lake  Erie,  for  S2,750,000,  being 
total  of  $17,178,891.  Whereas,  it  appears  by  the 
report  of  December,  1861,  that  it  did  actually  coat, 
opened  to  Lake  Erie,  $33,680,000 — being  a  differ 
ence  of  $0,401,000. 

This  is  certainly  a  large  discrepancy,  but  is 
easily  accounted  for  without  supposing  di.shonesty 
in  the  management.  Several  causes  combined  to 
swell  the  amount.  The  income  and  the  convert- 
ible bonds  were  both  notoriously  negotiated  at  a 
loss.  The  change  in  a  portion  of  the  route ;  the 
necessity  of  working  night  and  day,  in  order  to 
complete  the  road  in  time  to  discharge  the  obli 
gation  to  the  State ;  the  heavy  expenditures  at 
New  York  and  Dunkirk ;  the  very  large  increase 
of  running  machinery  and  equipments  over  the 
estimates;  the  fences,  engine-houses,  barges, 
steamboats,  and  ferries ;  the  subscription  to  the 
Bufialo  and  State  Line  road ;  and  the  new  expenses 
for  stations,  sidings,  &c.,  in  the  rear,  occasioned 
by  the  growing  prospects  of  the  road  ;  all  of 
which  have  been  given  to  the  public  in  documents 
open  to  all,  and  satisfactorily  acceunt  for  this  in- 
crease. The  question,  after  all,  is  not  whether  the 
expense  is  above  the  estimate,  but  whether  it 
has  been  needless,  and  beyond  what  the  road  will 
bear. 

As  to  [_the  latter  point,  I  believe  the  road  will 
pay  interest  and  dividend  on  a  decidedly  larger 
sum  than  has  yet  been  put  into  it ;  and,  as  to  the 
former,  I  believe  all  conversant  with  the  matter 
will  say,  that  the  directors  have  built  the  road 
with  as  little  cost  as  possible,  considering  that  it 
was  for  a  long  time  unproductive  ;  that  they  were 
obliged  to  negotiate  the  stock  at  par,  if  at  all ; 
and  that  the  larger  part  was  consequently  built 
on  credit. 

In  fact,  the  reports  from  time  to  time  show  that 
they  managed  to  go  on  without  funds,  and  to  con- 
tract a  floatuig  debt,  varying  at  times  from  two 
millions  and  a  half  to  three  millions  of  dollars, 
and  then  to  raise  money,  pay  this  off,  and  go  on 
with  the  road,  which  was  all  the  while  earning  no- 
thing. It  is  well  known  that,  in  order  to  do  this, 
they  often  had  to  stand  in  the  gap  themselves ; 
and  I  think  they  are  entitled  to  the  gratitude  of 
their  fellow-citizens,  instead  of  censure. 

It  is  also  true,  that  the  aggregate  of  items  of 
cost  returned  to  the  Legislature,  and  the  total 
liabilities  of  the  road,  as  per  said  report,  do  not 
tally.  But  the  very  disreputable  consequences 
deduced  from  this  fact  do  not  follow.  The  simple 
truth  is,  that  the  company  received  a  blank  asking 
for  certain  returns,  which  they  gave  according  to 
the  blanks ;  and  that  the  sum  total  of  the  items 
asked  for  amounted  to  less  than  the  cost  of  the 
road.  Like  blanks  were  sent  to  sdl  the  roads. 
One  of  the  principal  roads  charged  a  similar  dis- 


crepancy as  "  other  expenditures  not  enumerated 
above,  including  interest  on  stock,"  and  another 
large  road  charged  it  as  "  property."  The  Erie  did 
not  enter  it  at  idl  in  the  return : 

FtfC^ng  how  importaot  a  fUl  explanation  of  all 
the  cbarfes  ma^  against  the  Erie  railroad,  was 
to  the  credit  of  our  roads,  both  at  home  and 
abroad,  I  called  at  tHe  office  of  the  company ;  and, 
at  my  request,  the  officers  readily  furnished  me 
with  the  following  detailed  statement  of  the  items 
composing  said  diBcrepancyj 

Amount  reported $27,661,206  71 

Items  specified,  (amount) 20,828,946  IG 
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Difference $6,722,280  65 

Made  up  as  follows : 

Office  expenses  in  New  York,  and  va- 
rious offices  on  the  line,  salaries  of 
officers,  clerks,  etc.,  since  1846, 
exclusive  of  transportation  depart- 
ment       171,420  39 

Steamboats,  barges,  etc 180,911  90 

Duane-st.  pier 12,878  86 

Depot  in  West-st.  and  stores,  (pres- 
ent value  $200,000) 88,944  61 

Dunkirk  harbor  improvements,  in- 
cluduig  60  acres  of  land,  (present 
value  $100,000) 10,660  90 

Telegraph 44,6%  12 

Contingencies.. 78,700  21 

Now  stock  issued  to  old  stockhold- 
ers on  reorganization  of  the  com- 
pany in  1845 894,600 

Indebtedness  of  the  old  company, 
assumed  by  the  present  company 
in  1846 467,116 

Interest  on  stock  and  indebtedness 
oftheCo 2,607,123 

Expenses  in  negotiating  first  mort- 
gage bonds 100,371 

Interest  on  same  to  May  1861 678,107 

Discount  on  7  per  cent  certificates. .        34,857 

Discount  on  2d  mortgage  bonds ....      461,074  51 

Discount  on  income  bonds 257,639  47 

Discount  on  Convertible  bonds  of 
1871 351,892  70 

Discount  on  Convertible  bonds  of 
1862 381,666  60 

Total $6,722,260  55 

The  gentlemen  composing  this  board  are  so  well 
known  in  this  city  that  their  reputation  cannot  be 
injured  by  the  insinuation  that  they  have  made 
false  returns.  The  charge  so  far  as  relates  to  the 
accounts  up  to  September  last  rests  upon  this  dis- 
crepancy which  is  fully  explained  by  the  above 
statement. 

And  as  to  their  acts  since,  it  rests  upon  the  as- 
sumption that  the  cost  of  the  road  appears  to  have 
increased  during  the  five  months  $4,211,769  65, 
while  very  little  has  actually  gone  into  construc- 
tion— which  assimiption  is  incorrect.  First,  by 
neglecting  to  deduct  the  assets  from  the  floating 
debt,  the  cost  is  swelled  in  the  Railroad  Journal, 
from  $80,277,542,  its  true  amount,  to  $81,301,810, 
thus  adding  over  one  million  of  dollars  to  the  true 
increase.  On  the  other  side  it  is  stated  that  there 
are  only  17  J  miles  of  new  road  more  than  returned 
in  September,  whereas  it  appears  that  there  are 
156^  miles  of  new  road  more  than  were  returned 
at  that  time,  viz  :  17i  miles  of  sidings,  etc.,  and 
139  miles  of  double  track  in  progress  which  were 
not  referred  to  in  the  report  to  the  legislature. 
It  waswell  known  that  the  company  have  paid 
very  large  sums  for  iron  since  the  1st  of  Septem- 
ber andare  actively  engaged  in  completing  the  189 
milesof  double  track. 

There  has  been  no  bad  faith  toward  the  other 
bondholders  in  making  the  new  loan,  and  no  im- 
propriety in  the  manner  in  which  it  has  been 
made.  The  loan  was  essential  fcM-  putting  the  road 
in  a  condition  to  do  the  traffic  pressing  upon  it. 
With  this  money,  its  business  capacity  and  conse- 
quent ability  to  earn  revenue  will  be  greatly  in- 
creased. If  this  loan  had  been  effected  by  con- 
vertible bonds,  the  company  would  have  been 
forced  to  negotiate  them  at  a  heavy  discount,  and 
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the  similar  bonds  of  former  issues  would  have 
been  seriously  depressed.  As  it  is  the  convertible 
bonds  hold  their  own  both  in  this  and  the  London 
market  and  the  company  negotiate  the  new  loan 
at  a  greater  advantage. 

Any  one  may  satisly  himself  on  the  injustice  of 
these  charges  by  taking  the  trouble  to  examine 
them.  The  Erie  road  has  cost  a  great  deal  of 
money,  but  is  a  very  large  work.  It  has  not  cost 
more  per  mile  then  some  other  works  of  corres- 
ponding connections  and  difficulties  (the  Western 
railroad  of  Massachusetts,  for  instance),  and  not 
iis  much  as  some  others  of  lc^s8  difficulties. 

It  has  been  constructed  with  8urpa.s.sing  econo- 
my, considering  the  pecuniary  difficulties  that 
have  surrounded  it  in  past  history.  The  men  who 
have  done  this  are  ill  repaid  when  chai^d  with 
dishonesty  and  incapacity. 

A  Friend  to  the  Erie  R.  R., 

THOUGH  NOT  A  STOCKHOLDER. 

We  should  like  to  know  the  journal  that  is 
fViendly  to  our  railroad  system,  if  the  Railroad 
Journal  is  not.  It  has  been  the  organ,  and  has 
received  the  liberal  support  of  this  interest  for  20 
years,  and,  we  flatter  ourselves,  has  contributed 
not  a  little  to  its  present  prosperous  condition,  and 
the  high  consideration  it  enjoys  both  at  home  and 
abroad.  We  think  we  do  a  much  greater  service 
to  this  interest,  by  fully  exposing,  than  conceal- 
ing, improper  or  unfaithful  management.  In  the 
case  before  us,  we  commented  only  upon  data  fur- 
nished by  the  company's  reports.  Whether  they 
called  for  comment,  or  whether  our  comments 
have  been  made  in  proper  spirit,  those  who  read 
can  judge.  We  cannot  believe,  however,  that  the 
force  of  our  arguments,  based  upon  insufficient  rea- 
sons, can  undermine  the  railroad  system  of  this 
country.  If  it  suffers,  it  is  because  there  is  inhe- 
rent weakness  in  it.  But  the  "  system"  has  not 
suffered.  It  is  in  a  sound  condition.  The  man- 
agement of  the  Erie  road  has  been  sui  generis.  It 
represents  nothing  but  itself.  It  stands  alone. 
Were  the  case  otherwise,  the  duty  of  aminadvert- 
ing  upon  a  line  of  conduct,  which  we  believe  to  be 
radically  wrong,  and  which,  if  persisted  in,  could 
have  no  other  result  than  the  ruin  of  the  whole 
railroad  system,  would  be  measurably  increased. 
As  far  as  this  road  is  concerned,  we  have  made, 
what  are  termed  our  charges,  good.  But  we  have 
made  no  charges,  we  have  only  pointed  out  cer- 
tain discrepancies  in  the  company's  reports,  and 
endeavored  to  explain  and  reconcile  them  with 
the  facts. 

(2)  Well :  have  not  the  estimates  been  exceed- 
ed, and  has  there  been  any  attempts  to  show  that 
the  estimates  were  in  fact  wrong.  Gor  aught  up- 
pears  they  were  correct.  No  satisfactory  e:5plana^ 
lion  is  given  for  the  excess  of  cost.  We  know  noth- 
ing about  the  cost  of  the  road.  This  is  what  we 
have  been  trying  to  come  at.  The  company's  re- 
port does  not  help  us.  Assuming  the  correctness 
of  these  reports,  dividends  have  not  been  declared 
from  earnings.  The  question  of  bad  faith  in  the 
creation  of  the  new  mortgage  is  not  altered  by  our 
opinion.  ,We  certainly  may  express  our  opinion 
without  offence  to  any  one. 

(3)  When  the  road  reached  Binghampton,  its 
cost  was  sUted  at  S60,000  p.  mile.  Beyond  this  point 
to  lake  Erie,  240  mUes,  the  directors  stated  that 
the  cost  would  not  be  more  thaai  one-half  this  sxxm. 
The  road  has  now  cost  S60,000  per  mile  1 

(4)  But  did  S6,401,000  complete  the  road.  Have 
not  87,720,810  since  been  added  to  its  cost  ?  Why 
explain  the  smaller  discrepancy,  and  leave  the 
greater  untouched  1 


(6)  Would  it  not  be  well  to  give  the  cost  of  the 
items  that  contribute  so  much  to  increase  the  ag- 
gregate cost  of  the  road ;  we  have  had  a  plenty 
of  general  statements.    Let  us  have  particulars. 

(6)  The  directors  upon  estimates  properly  pre- 
pared, have  stated  that  the  road  could  be  built  for 
a  certain  sxaa.  The  estimates  have  been  exceeded, 
but  it  does  not  yet  appear  that  they  were  at  all 
incorrect ;  we  mean  those  of  1849.  If  the  direc- 
tors had  not  exceeded  the  sum  for  which  the  road 
coulil  have  been  built,  say  $16,000,000,  they  would 
have  of  course  saved  themselves  a  good  deal  of 
trouble,  and  the  company  a  great  deal  of  money. 
It  is  certainly  a  very  curious  defence  to  offer  as 
vouchers,  the  losses  sustained  in  negotiating  loans, 
which  would  not  have  been  needed,  under  a  pru- 
dant  and  economical  administration  ! 

(7)  The  statement  given  purports  to  have  been 
copied  from  the  balance  sheet  of  the  company.  Let 
us  see.  ' 

The  report  to  the  legislature,  of  September  30, 

1850,  showed  a  discrepancy  between  the  construc- 
tion account  and  the  aggregate  cost,  of  $6 ,87 1,081  .- 
66.  Assuming  this  account  to  have  been  correct, 
as  it  has  the  sanction  of  the  oath  of  the  treasurer, 
then  the  present  explanation,  which  is  given  with- 
out any  such  sanction,  must  be  incorrect.  The 
latter' must  have  embraced  items  to  the  amount  of 
more  than  $2,500,000,  which  could  have  made  no 
part  of  the  excess,  by  the  statement  of  1850.  The 
road  was  opened  in  1851.  Till  it  was  opened  the 
interest  of  the  bonds  wos  paid  from  capital.  It  is 
admitted  that  the  dividends  of  Jan.  1,  and  July  1, 

1851,  were  so  paid. 

The  first  convertibles  were  also  negotiated  sub- 
sequent to  Jan.  1851. 

The  following  sums  therefore  make  up  a  por- 
tion of  the  discrepancy  now  sought  to  be  explain- 
ed, which  could  not  have  entered  in  that  of  1860, 
viz : 

One  years  interest  on  first  mortgage  bonds.  210,000 

"     2nd        "  "   ..280,000 

Income         "  ..246,000 

"     Ist convertibles  "   ..122,500 

"div.onstock 348,115 

Discount  on  Ist  convertibles 381,892 

"  2d  "         351,565 

Telegraph 44,696 

Depot  in  West  street 88,944 

*  Estimated  interest  on  floating  debt  2)4 

years 600,000 

Estimated  increase  on  other  items  in  the 
above  table 100,000 


U 


-  .        -;      $2,672,712 

Was  the  report  of  1862  correct  1  If  so,  what 
items  then  made  up  the  aggregate  of  excess  assum- 
ed, over  actual  cost"?  It  will  be  seen,  however,  that 
this  excess  is  greater  for  1860,  than  1862,  by  the 
sum  of  $148,821  11.  Will  the  company  reconcile 
these  statements.  Both  certainly  cannot  be  true. 
From  a  careful  examination  of  the  whole  matter, 
we  are  satisfied  that  the  former  is  the  correct  one. 
The  excess  in  the  statement  of  1852  should  have 
been  some  $2,500,000  greaterthan  that  of  1860,  as 
we  shall  prove.  The  balance  sheet  offered  above 
is  not  a  correct,  but  forced  one. 

But  before  we  proceed  to  elucidate  the  point 
just  made,  we  would  state  that   the  directors 


charge  themselves  with  the  old  Indebtedness,  and 
the  old  stock,  Issued  previous  to  the  time  that  they 
came  into  the|road,  but  do  not  charge  themselves 
with  what  the^  sums  accomplished  ;  or  in  other 
words,  they  or  ly  charge  themselves  with  what  they 
have  received.  The  previous  expenditures  built  the 
road  from  Pi;rmont  to  Middldtown  at  a  cost  of 
$2,600,000.  I'rom  the  manner  in  which  this  divi- 
sion of  the  roai  was  built,  it  is  werj-  probable  that 
the  work  done  could  not  be  claasifled  in  the  man- 
ner now  requii  ed  by  law,  and  consequently  is  not 
embraced  in  tl  le  items  that  now  fepresent  the  gra- 
duation, super  stnicture,  etc.,  etc.  A  diflfbrent  con- 
struction woul  i  naturally  be  put  upon  their  reportn 
to  the  legislature.  The  statennant  of'  total  cost 
of  the  road,  enibracing  cost  previous  to  present  or- 
ganization,"' may  however  be  satisfactorily  ex- 
plained, by  rererring  it  to  the  c«q»t/«/ instead  of  the 
construction  account.  !  I 

It  will  be  at  once  seen  that  thd  items  of  cost  not 
properly  chargeable  to  construction  account,  must 
have  increase*  very  rapidly  frofi  1850  to  1862, 
from  the  numb?r  of  loans  negotiated,  and  the  sums 
paid  for  intcre  it  and  dividends. 

We  have  sai<  1  that  the  excess  4f  the  capital  ac- 
count over  thj  actual  cost  of  itic  road  in  1852 
should  have  I  sen  greater  than  in  1860  by  some 
$2,500,000.  wie  will  now  denumMrale  the  correct- 
ness of  this  assertion. 

The  Erie  railroad  was  opened  to  Lake  Erie  in 
May,  1861.     Ilie  graduation  of  (he  road  must  at 


that  time  have 
pleted.     From 


been  nearly,  if^  not  quite  com- 
September,  1851,  to  September, 
1852,  the  increased  cost  for  graduation,  masonry, 
bridging  and  su^rstructure,  inclading  iron,  was; 
For  graduation,  etc $1,272,788  64 

It  we  m r\  e\^  t^ 


superstructure 


659,818  60 


*  As  the  company  have  on  an  average  carried 
a  floating  debt  of  from  two  to  three  thousand  dol- 
lars, and  have  paid,  as  is  well  known,  exorbitant 
rates  of  interest,  the  above  estimate  ia  undoubted- 
ly much  below  the  fact.  ,      , 


Total. ..I 4-    1,832'602  04 

As  the  road  piad  been  opened  long  before  the 
first  date,  by  fkr  the  larger  part  of  the  amount 
charged  for  gr4duation  »xA  masonry  must  have 
been  on  account  of  the  dxnMe  track.  The  increased 
sum  charged  fot  svperstmcture,  must  have  been  for 
iron  :,  and  was  sufficient,  at  $55,  per  ton,  to  pur- 
chase 10,000  to^s.  i 

The  whole  olomber  of  miles  of  sidings  con- 
structed fVom  September  1,1851,  t«  March  1,  1868, 
were  39)^ ;  double  track  in  operation  «nd  pro- 
gress, 139  milesj;  making  an  aggregate  of  178>^ 
miles,  which  w<>uld  require  about  18,000  tons  of 
iron,  which  at  S(&6  per  ton,  would  be  $990,000,  or, 
in  round  numbe^v,  $1,000,000. 

As  the  irOD  refjuired  for  repurs  was  charged  in 
the  running  account,  it  appears  that  more  than 
one  half  of  the  iron  for  the  double  track  and  si- 
dings must  have  been  purchased  on  or  before  Sep- 
tember 30,  1852. 

Allowing  the  j  jading  for  the  sidings  and  double 
track  to  have  c^t  $10,000  per  mile,  which  is  an 
exorbitant  estiujate,  or  $1,786,000  in  the  aggre- 
gate, more  than  two  thirds  of  the  whole  would 
{^pear  to  have ,  been  completed  by  the  30th  of 
September  last.  I  At  that  time,  the  amount  neces- 
sary to  complete  the  double  track  and  the  add!-', 
tiooal  siding  woluld  be  as  follows : 

For  iron , ».. $600,000  00 

ForgraduaUon.j ^..   612,211  46 


For  track  laying, 


1,012,211  46 
200,000  00 

1,212,211  46 


212 


i*^v*^'.y^-"  5"  -*f  ^ 
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The  sum  of  Sl,212,201  46,  then,  was  required  on 
the  first  d>y  of  September,  to  complete  the  double 
track,  we  estimate  that  S250,000  will  be  yet  re- 
quired for  that  purpose,  showing  the  sum  expend- 
ed between  the  30th  of  September  and  the  1st  oi 
March  last,  has  been  $962,211  46. 

The  capital  amount  on  the  1st  of  March  is  stated 
by  Mr.  Loder  at  S31,301,810  18,  an  increase  since 
September  30,  1852,  of  S4,21 1,769  65.  The  assets 
are  stated  at  SI  ,024,267  82  ;  this  deducted  from 
the  above,  shows  the  total  cost  of  the  road  to 
have  been  $30,277,642  36.  , 

There  has  probably  been  none,  or  only  a  very 
slight  increase,  in  tlio  value  of  the  assets  since 
September  last.     We  can  .see  no  reason  for  such 
increase.     The  stock  in  the  Buffalo  and  State  line 
road  was  taken  some  years  before ;  the  steamboats 
-  had   been  purchased.       The   amount    due   from 
agents  was  probably  the  same  at  both  dates.     So 
with  the  cash  on  hand.     We  presume  that  the  ac- 
tual increase  in  the  value  of  the  assets  between 
the  periods  named,  could  not  have  been  $100,000. 
We  will,  however,  to  be  on  the  safe  side,  estimate 
it  at  $200,000,  which  must  exceed  the  fact.     De- 
ducting this  sum,  and  the  $922,114,  from  the  in- 
crease of  $4,211,769  65,  in  the  capital  account,  and 
we  have  an  increase  of  $3,089,665  55  !  which  was 
not  needed  f&r  any  object  of  expenditure,  and  could 
not  have  gone  into  construction  within  the  above 
dates.     The  sum,  or  a  very  large  portion  of  it,  must 
have  existed  in  the  shape  of  a  floating  debt  on  the 
30th  of  September,  and  was  not  reported  to  the  legis- 
lature.     The  actual  excess,  therefore,  of  the  aggre- 
gate cost  of  the  road,  over  the  items  of  construction 
as  returned  to  the  legislature,  was  nearly  10,000,000 
of  dollars,  instead  of  6,722,260  56 !     ThOrOnly  way 
to  explain  this  matter,  is  to  admit  the  fact.     If  it 
be  admitted,   what  becomes  of  the  balance  so 
speciously  got  up,  but  so  easily  disproved  f 

By  reference  to  the  o^ier  items  that  make  up  the 
construction,  it  will  be  seen  that  there  has  been  no 
increase  in  them  sufficient  to  absorb  any  conside- 
rable portion  of  the  above  stun. 

In  the  above  sum,  we  have  supposed  the  iron 
for  the  total  increase  of  siding  and  double  track 
to  have  been  paid  for.  We  have  also  taken  Mr. 
Loder's  last  estimate  of  the  cost  of  grading  the 
double  track,  $10,000  per  xnile.  We  have  allowed 
the  same  sum  per  mile  for  grading  of  sidings, 
when  it  is  notorious  that  the  graduation  of  these 
could  not  have  cost  one  half  this  amount.  We 
have,  in  fact,  endeavored  to  allow  for  every  item 
of  increased  expenditure.  But  after  all,  we  have 
$3,000,000  increase  of  capital  account  since  Sep- 
tember, which  can  be  placed  to  no  items  of  con- 
struction account  whatever. 

The  truth  is,  the  floating  debt  of  the  company 
has  been  much  greater  than  represented  to  the 
legislature.  Its  amount  was  carefully  concealed, 
till  its  magnitude  rendered  further  concealment 
impossible.  The  truth  now  bursts  forth,  like  a 
long-suppressed  volcano,  whose  eruption  is  all  the 
more  terrible  from  the  long  confinement  to  which 
it  has  been  subjected.  ^^ 

(8)  We  do  not  discuss  the  question  of  the  re- 
spectability of  the  directors,  nor  attempt  to  decide 
the  points  at  issue  by  such  test.  We  do  not  call 
private  characters,  only  the  public  acts,  into  the 
controversy. 

(9)  The  question  raised  in  this  paragraph  is 
already  sufficiently  discussed. 


(10)  As  already  stated,  the  propriety  of  giving 
the  new  loan  a  preference  over  their  unsecured 
ones,  previously  negotiated,  is  a  matter  of  opinion. 
It  is  true,  however,  that  ni  the  time  of  making 
these  loans,  it  was  explicitly  stated  by  the  com- 
pany, that  the  present  sum  sought  to  be  borrowed, 
was  all  that  would  be  wanted  to  complete  the  road, 
and  it  is  notorious  that  the  loans  represented  by 
the  convertible  and  income  bonds,  could  not  have 
been  negotiated,  had  there  been  the  slightest  sus- 
picion that  they  would  prove  inadequate  for  this 
purpose,  or  that  a  preference  in  security  would 
have  been  given  to  the  subsequent  loan. 

In  conclusion,  we  hope  the  Erie  company  will 
make  no  further  statements  unless  they  will  make 
a  better  one,  and  one  that  will  meet  the  case. 
All  that  has  been  stated  has  only  involved  the 
public  still  further  in  doubt  as  to  the  real  situa- 
tion of  the  company's  affairs.  In  our  replies  we 
can  do  but  little  to  show  the  incorrectness  of  the 
company's  statement.  We  want  to  do  more  than 
this,  we  want  to  make  some  progress  in  an  oppo- 
site direction,  we  want  to  be  going  toward  the 
light.     Will  the  directors  help  usl 

Ifcvr  Orleans  Bntorprlsc. 

A  very  short  time  since,  le^^s  than  a  year,  thi.'- 
would  have  been  a  misoumer,  and  the  use  of  the 
'xpression  would  have  been  bitter  and  cruel  irony. 
But  we  mav  now  sprak  coofidenily  and  truthfully 
')l  New  Orleans  enterpiize  and  Southern  energy, 
and  entertain  well-founded  hopes  that,  in  our  day 
ind  generation,  we  may  enjoy  the  fruition  of  the 
oenents  ol  at  least  two  noble  schemes,  which  the 
enterprising  spirit  of  a  few  of  our  worthy  citizen.'- 
nave  originated,  and  which  are  in  a  state  ul  en- 
couraging progress.  The  dawn  is  breaking  upon 
us,  as  itie  precursor  of  a  glorious,  bright  and  liie- 
iiving  day.  We  are  opening  coaimunlcations 
with  the  heart  of  the  most  fertile  and  productive 
':ountry  on  this  fair  earth.  Nature  has  been  mu- 
aificeni  in  the  bestowal  of  her  gifts  upon  us,  and 
we  have  but  to  help  ourselves,  to  reach  out  our  iron 
arms,  and  catch  the  golden  fruit  that  so  inviiiagly 
and  pressiogly  is  offered  to  us.  A  disposition  is 
plainly  maniiested  by  our  people  to  help  them- 
M-lves— to  pluck  the  Iruit  that  is  withm  theii 
reach — to  take  the  goods  the  gods  provide.  Hence- 
Ibrth  we  are  tree,  active  agents — no  longer  the 
stolid,  listless  and  bigoted  vouries  of  old  and  effete 
systems. 

Happily  we  have  not  delayed  too  long— ih-re  is 
Mme  yet  lor  the  fruits  of  repentance  and  amend- 
ment, and  our  moral,  «ocial  and  commercial 
(would  that  we  could  incluae  our  political !)  re- 
demption is  an  inevitable  destiny. 

A  word  or  two  upon  the  condition  and  progress 
of  the  two  great  enterprizes  which  are  to  accom 
piish  this  great  work  of  our  regeneration  will  brini; 
conviction  to  the  most  skeptical  and  stubborn 
judgment.  We  have  before  chronicled  in  detail 
ihe  acts  and  doings  of  the  Directors  of  the  "  New 
Orleans,  Opelou-as  and  Great  Western  Railroad." 
They  have  not  been  lacking  in  spirit  or  energy. 
The  first  division  of  road,  eighty-two  miles  to 
Berwick's  Bay,  has  been  located,  and  the  location 
of  the  second,  or  Prairie  division,  to  Washington, 
ninety-six  miles  was  to  be  completed  and  ready  lor 
contract  about  the  first  of  March,  a»  it  doubtless 
was.  Of  the  first  division,  the  clearing  and  grad- 
ing of  the  first  fifty  miles  is  under  contract,  twenty 
miles  cf  which  is  completed  and  ready  for  the  su- 
perstructure, and  the  remainder  io  course  of  com- 
pletion. Contracts  have  been  made  for  locomotives 
and  cars,  and  <or  tour  thousand  tons  of  iron,  suffi 
cient  for  forty  miles  ot  road.  And  hopes  are  enter- 
tained that  the  entire  line  of  road  embraced  in  the 
first  division,  to  Berwick's  Bay,  will  be  completed 
and  in  operation  within  the  next  twelve  months. 

The  prospects  of  the  "  Great  Northern  Railroad" 
are  equally  encouraging,  as  may  be  gathered  trom 
the  loUowing  memoranda  of  the  work  done  and  in 
progress : 

Eighty-seven  miles  running  Irom   this  city  tof  ,   ^      , 

the  State  line,  and  23  miles  from  Jackson  to  Can-  to  urge  us  on  without  faltering. 


ton,  are  now  under  contract,  and  upwards  of  1400 
hands  employed.  The  sections  between  the  Slate 
line  and  Jackson,  of  95  miles,  will  be  ready  for 
letting  about  the  lOth  of  April— tcaking  in  all  205 
miles  of  this  great  enterprize  that  will  then  be  in 
progress  of  construction. 

Iron  has  been  purchased  for  laying  a  track  of  100 
miles,  and  if  the  contractors  comply  with  the  con- 
ditions of  their  contracts,  the  first  87  miles  of  the 
road  will  be  finished,  and  the  cars  commence  run- 
ning within  a  year. 

It  is  the  intention  of  the  directors  to  complete  the 
road  to  Canton  within  two  years,  and  if  possible  to 
ihe  Tennessee  River,  in  three  years.  When  it 
reaches  the  Tenessee  River,  it  will  connect  with 
the  Memphis  and  Charleston  road,  which  will 
open  by  the  way  of  Chattanooga,  Knoxville  and 
Virginia,  a  continuous  railroad  line  from  New 
Orleans  to  the  Bay  of  the  Chesapeake,  and  enable 
the  passenger  to  travel  from  New  Orleans  to  New 
York  in  less  than  three  days 

The  apprehended  difficulties  of  crossing  the 
swamp  and  prairie  lands  between  this  city  and 
high  lanas,  are  rapidly  disappearing,  and  it  is 
found  that  the  substitution  of  "  crib  work"  instead 
ol  piling  answers  every  expectation,  and  while  it 
insures  a  more  complete  road  bed,  is  much  less 
expensive. 

I'be  tou  Icost  of  the  construction  of  the  87  miles 
between  the  city  and  State  line,  including  the 
bridges  crossing  the  passes  of  Manchac,  wiil  not 
exceed  two  millions  of  dollars,  and  even  this  sum 
IS  considerably  in  excess  of  the  sum  to  be  paid  on 
the  present  contracts. 

With  these  facts  before  us,  are  we  not  justified 
in  pronouncing  our  day  of  deliverance  to  be  at 
hand.  New  Orleans,  which  two  years  since  had 
not  made  a  start  towards  the  improvements  re- 
cently commenced,  will  have  actually  under  way 
between  now  and  the  1st  of  May  near  400  miles  of 
railroad,  viz :  205  of  the  Great  Northern,  and  1^3 
of  the  Opelousasand  Gieat  Western.  This  should 
ue  received  as  a  signal  prool  that  we  have  lairiy 
commenced  the  race  of  progress  and  distinction. 

The  estimates  that  have  been  made  by  competent 
judges  of  the  cost  of  these  two  great  works,  must 
^trilce  every  one  in  a  most  favorable  aspect. 
Compared  with  the  cost  of  roads  in  different  parts 
oMhe  Union — the  estimates  are  exceedingly  mode- 
rate, and  we  have  no  reason  to  believe  that  the  cost 
has  been  under  estimated:  in  fact,  the  contrary 
appears  from  the  progress  so  far  made.  In  the 
physical  features  of  the  country,  there  is  no  com- 
parison to  be  made  between  the  routes  of  these  two 
roads  and  the  roads,  we  were  going  to  say,  in  any 
other  State  oi  country.  The  obstructions  presented 
un  our  lines  are  those  incident  to  all  low  and  fiat 
districts — occasional  swamps,  marshy  prairies  and 
shallow  bayoUs — all  of  which  are  easily  surmount- 
ed :  we  have  no  hills  to  lay  low,  no  valleys  to  fill 
up,  no  mountains  to  tunnel,  no  heavy  masonry  to 
confine  large  and  rapid  streams— a  plain  flat  sur- 
face presents  to  the  eye  of  the  Engineer  successive 
section:!!  which  nature  herself  has  graded  and  pre- 
pared for  the  superstracture,  and  the  progress  of 
the  iron  horse. 

Noble  as  our  projects  are,  if  we  contrast  them 
with  the  great  roads  in  other  parts  of  the  country, 
which  have  been  constructed  in  the  face  of  the 
most  difficult  obstacles,  and  most  enormous  ex- 
pense, we  cannot  but  admire,  while  wondering  at 
our  past  supineness  and  lethargy,  the  stupendous 
enterprise,  the  indomitable  energy  and  the  liberal 
public  spirit  displayed  by  those  who  have  accom- 
plished such  great  achievements.  In  New  Eng- 
land, particularly  in  Massachusetts,  every  mile 
almost  of  which  is  either  uphill  or  down  dale,  the 
rail  costs  $50,000  per  mile.  The  Erie  road,  with 
its  branches,  is  464  miles  long,  and  cost  over  $59, 
000  per  mile.  The  Baltimore  and  Ohio  road  has 
12  tunnels,  having  an  aggregate  length  of  10,500 
feet ;  one  hundred  and  fourteen  bridges,  and  more 
than  thirty  three  miles  have  grades  of  over  one 
hundred  feet  to  the  mile.  It  was  built  at  a  cost  of 
over  $44,000  per  mile,  or  a  little  more  than  $17, 
0C0,000,  tor  the  entire  length  of  380  miles.  Con- 
trasting these  enormous  outlays  with  the  moderate 
sums  required  for  the  construction  of  our  Jackson 
and  Opelousas  roads,  we  hare  an  earnest  appeal 
made  to  our  amour  propre  and  a  powerful  stimulant 

Where  others 
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have  triumphed  vriih  the  formidable  and  etupen 
dons  barriers  ot  mountains  and  river*  to  arrcM 
their  course,  we  cannot  but  succeed,  when  we  have 
nature  herself  to  mak"  our  levels,  and  lay  out  lor 
us  the  line  of  routes.—  New  Orleans  Bulletin. 

Oenrgta  Internal  Improvements. 

We  copy  the  following  extract  from  a  letter 
written  from  southwestern  Georgia,  paying  a  de- 
served compliment  to  the  enterprise  and  pood 
management  which  has  characterized  all  the  efforts 
of  that  state  in  favor  of  internal  improvements. 

Great  coDfiJence  seems  to  be  felt  in  whatever 
Georgia  lays  her  hand  to.  1  have  often  heard  it 
wondered  how  the  citizens  of  Georgia  had  suc- 
ceeded so  in  building  railroaHs,  keeping  out  of 
debt,  and  making  their  roads  pay  well. 

Great  caution  and  prudence  were  observed  in 
requiring  a  good,  liberal,  bona  fide  subicrip'ion 
before  startine.  rather  than  relying  on  ''  linancier 
ing,"  or  selling  bonds  of  the  company  at  a  ruinous 
discount;  and  then  the  most  watchful  expen^lifurp 
of  the  money:  this  ch^^racterizpH  the  early  begin- 
ning and  progress  of  Greorgia  railroads. 

Such  things  are  not.  perhaps,  generally  looked 
for  "  down  south."  but  it  has  been  true  of  the  pa«t. 
and  a  contrary  practice  even  now.  with  the  Cali- 
fornian  and  Australian  mines  showering  gold, 
would  be  one  more  honored  in  the  breach  than 
the  observance. 

The  fir.st  great  private  enterprise,  the  building  of 
the  C-ntra1  road,  190  miles  long,  was  commencerl 
in  1834,  when  the  litres  were  hard  and  money 
scarce.  At  the  time  of  its  romnletion,  it  was  thp 
longest  .single  road  in  the  United  States.  It  has 
been  a  sort  of  mod'-l  or  example  for  others.  The 
personel  of  this  road  had  much  to  do  with  its  suc- 
cess. As  exhibiting  this,  and  showing  with  what 
caution  and  economy  they  pro-reeded.  I  may  state 
that  William  W.  Grordon.  E«q.,  a  distinguished 
member  of  the  Savannah  bar,  at  the  time  a  mem- 
ber of  the  state  senate,  possessing  largely  the 
public  confidence,  a  most  practical,  thorough-going 
man,  was  elected  president.  Mr.  Gordon  applied 
to  a  gentleman,  of  high  reputation  at  the  n')rth  as 
civil  engineer  to  survey  and  locale  the  road.  His 
salary,  I  think,  was  to  be  86  000  a  year.  He  came, 
and  very  unexpectedly  brought  with  him  some 
twenty  assistant  engineers.  Harnessing  six  mules 
to  a  carriage,  with  his  champagne  baskets  up  be- 
hind, he  nrocecled  to  place  some  half  dozen  corps 
in  the  field.  The  cautious  and  astute  president 
looked  on  in  utter  consternation,  and  finally  said  to 
him,  "  Sir,  you  have  mistaken  us  entirely;  we  are 
poor,  we  look  to  our  subscribers  through  the  coun- 
try to  do  the  grading,  or  to  contribute  the  means 
for  it  as  they  mav  be  able,  while  we  hope  to  raise 
as  much  money  from  the  citizens  of  Savannah,  as 
will  enable  us  to  bay  the  iron  and  erect  the  super- 
structure ;  but  we  cannot  afford  the  expense  of 
your  numerous  corps  of  engineers  for  a  single 
year."  The  result  was  that  they  were  paid  off 
the  matter  satisfactorily  arranged,  and  they  left 
the  work. 

Among  the  assistant  engineers  was  F.  P.  Hol- 
comb,  a  young  man  barely  at  majority,  but  with 
considerable  experience,  and  who  had  attract- 
ed the  attention  of  Mr.  Gordon  and  Mr.  L. 
O.  Reynolds,  (the  latter  now  the  able  and  efficient 
president  of  the  Southwestern  road.)  It  was  ar- 
ranged that  Mr.  Reynolds  should  take  the  chiefship, 
and  he  gave  to  Mr.  Holcomb  the  location  of  the 
road. 

Upwards  of  four  years  were  occupied  by  him 
with  his  single  small  corps  in  this  survey,  the  road 
passing  through  a  country  of  difficult  topography, 
t  great  part  of  it  a  wilderness,  and  intersected  by 
immense  swamps,  the  corps  living  in  their  tents 
summer  and  winter,  sleeping  in  their  blankets  in 
the  absence  of  mattrasses,  and  the  annual  expense 
of  the  whole  engaged,  probably  not  equalling  the 
salary  of  the  former  chief  engineer. 

I  may  remark,  as  showing  the  good  judgment  of 
Messrs.  Grordon  and  Reynolds,  that  from  the  admi- 
rable location  Mr.  Holcomb  was  universally  con- 
ceded to  have  made  of  this  road,  he  was  recom- 
m«  nded  by  the  Chevalier  Bodisco,  the  Russian 
minister,  to  his  government,  as  an  engineer  of  high 
capacity  and  established  reputation.  Mr,  H.  did 
not  go  to  Russia,  but  has  since  located  the  South- 


western, the  Columbus  branch,  the  Waynesboro' 
and  Augusta,  and  is  now  engaged  with  his  corps  in 
a  preliminary  survey  of  the  Savannah  and  Pensa- 
':ola  road.  These  roads  all  have  ''onneciion  with 
the  Central ;  in  most  of  them  it  is  directly  inte- 
rested. Their  length,  when  completed,  including 
he  Central,  will  be  some  700  miles. 

Among  the  early  employees  of  the  Central  rail- 
road, in  a  very  subordinate  capacity,  was  W.  M. 
Wadley,  whose  talents  and  great  business  energies 
were  discovered,  and  who  became  superintendent 
ot  the  road,  managing  it  and  its  great  freight  busi- 
ness, with  an  efficiency  and  success  unsurpassed. 
He  is  row  managing  the  state  roads,  under  an 
executive  appointment  frrm  Grov.  Cobb  ;  the  poor 
mechanic  bny  may  now  be  said  to  be  the  "  Railroad 
King,"  of  Gieorgla.  He  is  the  same  gentleman  to 
whom  your  citizen,  G.  B.  Lamar,  Esq.,  recently 
addressed  a  letter  through  the  public  press,  as  the 
prominent  internal  improvement  man  of  this  state, 
on  'he  subject  of  the  caloric  engine. 

Mr.  Gordon — who  died  before  the  completion  o< 
this  road,  and  to  whose  memory  Savannah  should 
Tect  a  statue,  since  he  started  her  for  a  growth 
■ind    commercial   impo'tance   that  will   be   unri 
"ailed    in    the    south — was   succeeded   by    R.    R 
Cuvler,  E«q  ,  who,  to  fine  financial  talents  joins 
'hat  indunrv  order,  care,  and  attention  to  businf'ss 
so  necessary  in   a  good  execntite  officer.    Th» 
annual  receipts  of  the  road,  under  his  administra- 
"'on,   have  reached   one    million   of  dollars;    th»> 
«tocdholders  are  receiving  eight  per  cent. dividend 
with  a  handsome  surplus  on  hand — the  stock  being 
'tbove  par,  the  road  out  of  debt,  and  its  receipts 
annually  increasing.    The  sv.stem  of  check  anf' 
a'*conntahilily  is  the  most  perfe^-t  I  have  ever  seen 
full  reports  in  writing  being  required  of  each  con 
durtor,  of  every  day's  operations. 

So  much  for  the  personel.  And  I  have  dwelt  the 
moreutKin  this,  f>ecause  it  has,  probably,  generally 
as  much  to  do  with  the  success  of  railroad  enter 
prises,  as  the  charaf  ter  and  capacity  of  the  genera) 
'fnd  officers  of  an  armv^,  have  to  do  with  the  success 
"^f  military  campaigns. 

The  Savannah  and  PenRacola  road  starts  under 
favorable  auspices.    Dr.  Screven,  a  man  of  larg* 
wealth,  a  citizen  of  Savannah,  is  devoting  his  for- 
tune to  the  great  enterprise  ;  and  he  is  strongly  co 
operated  with  by  the  merchants  and  others  of  Sa 
vaonah,  and  a  larg"  amount  of  stock  has  already 
b^en   subscribed      But  the  immediat'e  des'inatior 
'hould  he  P»»nsacola.    Then,  while  greatly  bene 
fi'ting  Greorgia  and  Florida,  it  will  partake,  in  th' 
objects  it  will  accomplish,  of  that  national  charac 
ter  that  will  make  it  one  of  interest  to  the  whol* 
coantry.  1 
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Trade  of  the  Erin  Canal  unci  the  lea<llng^Ne'«r 
Tork  Railroads  compared. 

The  following  interesting  comparison  between 
the  business  of  the  Erie  canal  and  the  leading  lines 
of  railroad  in  this  stat«,  was  furnished  by  the  State 
Engineer,  Mr.  McAlpine,  to  the  Albany  Argiis. 

The  tonnage  of  the  Erie  canal,  from  1848  to 
1861  inclusive,  was  over  12  millions,  and  of  the 
central  line  of  railroads,  during  the  same  period. 
wa.s  less  than  four  hundred  thousand  tons.  The 
proportion  between  the  canal  and  railroad  tonnage 
in  1848,  was  flfly  to  one,  and  in  1862  was  twenty- 
four  to  one. 

During  these  years,  the  state  charged  the  same 
tolls  on  freight  transported  on  the  railroads,  a.s 
that  which  was  carried  on  the  canals. 

In  1862  the  canal  tonnage  was  3,863,441,  and 
the  railroad  tonnage  was  300,000* — or  as  13  to  1. 
The  amount  which  was  delivered  at  the  Hudson 
river  by  the  Erie  canal  was  1,644,699  tons,  and  by 
railroad  was  140.401  tons,  or  as  12  to  1. 

The  average  distance  of  the  movement  of  the 
freight  on  the  Erie  canal,  was  183  miles,  while  that 
on  the  railroad  was  only  52  miles. 


*  The  annual  reports  of  the  railroad  companies 
for  1852  do  not  .show  the  amount  of  tonnage  on 
the  central  line,  taken  as  an  entire  road.  The 
aggregate  amounts  reported  by  each  company 
show  that  the  whole  tonnage  in  1852  w.as  nearly 
double  that  of  1861,  and  the  movement  a  little 
more  than  double. 


Of  the  ton:  lagc  arriving  at  tide  water,  over  eleven 
hundred  the  usand  tons  was  from  western  states, 
all  of  whic  I  was  through  ft^ight ;  while  the 
tl^rough  fre  ght  on  the  raiUtJad  from  Buffalo  to 
Albanv  was  ess  than  twenty  thousand  tons,  or  ah 
60  to  1. 

The  whole  quantity  of  freiglit  carried  from  in- 
termediate places,  to  and  from  Buffalo  and  Albany, 
by  railroad,  »a8  114,512  tons^  and  from  Albany 
and  the  intei  mediate  jilaces  to  Buffalo,  was  47^666 
tons,  making  a  total  of  162,17$  tons. 

The  through  freight  between  Buffalo  and  Al- 
bany w;is  18  144  tons  pa.ssing eastward,  and  13,143 
tons  passing  westward,  making  a  total  of  31,287 
tons  of  through  freight,  which  is  only  about  ouc 
tenth  of  the  ivhole  freight  carried. 

There  was  also  a  large  mu\lL'inent  Ijetween  the 
intermediate  places.  " 

The  tonnfge  of  the  Rochefeter  and  Syracuse 
railroad  is  ii  luch  greater  than!  any  other  railroad 
on  the  centn  1  line,  while  the  Average  distance  of 
the  movemei  t  of  the  freight  upon  it  is  less  than 
on  the  Utica  and  Schenectady  t-oad,  which  is  one- 
third  shorter 

This  road  does  not  run  near  the  line  of  the 
canal,  but  Urminates  at  each  end  upon  it;  atid 
hence  it  beccmes  an  important^  feeder  to  the  Erie 
canal. 

The  proportion  between  thi  whole  tonnage  of 
each  of  the  o;ntral  line  of  railrbads,  and  that  por- 
tion of  the  U.  nnage  which  is  sfnt  to  and  received 
at  Lake  Erie  and  the  Hudson  ^ver,  is  as  follou-s : 
Buffalo  and  I  iuchester  railroad  -  -  3  to  1 
Rochester  an  1  Syracuse  railroa  i  -  -  6  to  1 
Syracuse  and  Utica  railroad  -        -        6  to  1 

Utica  and  Scl  lenectady  railroa^        -        -     5  to  1 

Showing  th  at  five  sixths  of  ttie  whole  tonnage  of 
these  roads  i  i  local,  from  plac^  to  place,  on  the 
roads.  i 

One  third  of  the  whole  tonnige  is  the  product 
of  animals  (live  stock,  butter,  cheese  and  wool,) 
which  the  catials  could  not  transport  without  loss 
to  the  owner. 

The  New  York  and  Erie  railroad  has  transport- 
ed in  1862,  156,460  tons  of  freight,  an  average 
distance  of  ::12  miles.  Of  this  quantity,  only 
46,847  tons  ((r  one  tenth)  w;i.s  through  freight. 

The  quanti  y  of  freight  shinped  from  tide  wa- 
ter, and  from  Lake  Erie,  was  7^,037  tons  ;  and  of 
that  delivered  at  the  termini  of  the  road,  was  173,- 
898  tons  ;  wlJch  leaves  an  amftunt  of  over  200,- 
000  tons,  neaSyone  half  of  whi^h  was  transported 
between  the  intermediate  places  on  the  road. 

Of  the  thr|)ugh  freight  carried  eastward,  a- 
mounting  to  :fe,467  tons,  18,658  tons  was  the  pro- 
duct of  animus  (live  cattle,  milk,  fresh  meats  and 
butter.)  and  ¥,150  tons  was  v^geUble  food.  Of 
that  passing  U^estward,  amounting  to  18,390  tons, 
14,034  totis  w|»s  merchandise,  and  2,615  tons  was 
mamifacturedi  articles. 

Of  the  whole  quantity  shipped  at  Dunkirk,  a- 
mounting  to  47,555  tons,  one  half  was  the  product 
of  animals,  an  I  neariy  one  half  Was  vegetable  food , 
nearly  the  wh  )le  of  the  former,  land  but  one  third 
of  the  latter,  \  assed  through  the  whole  length  of 
the  road. 

Of  the  whole  quantity  which  was  delivered  at 
tide  water,  aoiounting  to  140,8313  tons,  nearly  one 
half  was  the  product  of  aniiusls ;  one  fifth  was 
the  product  o '  forests ;  one  sixth  was  vegetable 
food,  (the  most  of  which  was  (shipped  from  the 
way  stations  ;     and  one  eighth  w;u!  manufactures 

two  thirds  of  the  whole  quantity  which  was 
delivered  at  Like  Erie,  amounttig  to  33,065  tons, 
was  merchandise  and  manufaotures  ;  the  chief 
part  of  the  latter  was  shipped  froin  way  stations. 

It  must  be  I  recollected,  that  the  freight  on  the 
canal  is  trans  [wrted  in  seven  months,  while  that 
on  the  railroad  i  is  carried  duringithe  whole  twelve, 
aud  more  tha  a  half  of  it  during  the  months  that 
the  canal  is  closed 

The  averag«  value  of  all  the  afticles  which  were 
transported  on  all  tl)e  canals  fiiom  1848  to  1851, 
w,%s  $48  68  pe  ■  ton  ;  and  of  thofte  transported  on 
the  central  line;  of  railroads  forithe  .same  period, 
was  8227  41  p  r  ton. 

From  the  ajbove  remarks  it  (appears,  that  the 
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central  and  southern  lines  of  railroad  in  this  state 
hftve  diverted  but  a  small  amount  of  fi-eight  from 
the  caoalti,  and  that,  in  most  instances,  such 
fVeight  aither  could  not  be  carried  on  the  canal, 
or  if  80  carried,  would  be  liable  to  great  loss  of 
weight,  quality,  or  value,  while  undergoing  trans- 
portation. J 

FlB«B«es  of  St.  I<»«ta. 

The  city  auditor  and  treasurer  of  St.  Louis  have 
made  their  annual  reports  of  the  city  finances  and 
expenditures,  from  which  we  learn  that  the  debt 
of  the  city  on  March  1,  1863,  was  $2,394,996.  Of 
this  debt  SI  ,668,000  has  been  incurred  since  May, 
1860.  The  valuation  lately  made  of  the  city  prop- 
erty shows  a  large  surplus  over  the  city  indebted- 
ness.    It  stands  thus :  ^  M 

Sundry  city  lots 1 #759,999  16 

Common,  691  19, 100 acres 681,391  00 

Wharf,  from  Cherry  to  Plum 600,000  00 

Water  Works 600,000  00 

Wharf  south  of  Plum  and  north  of 
Cherry,  Quarantine  fsland,  and  other 
lands,  granted  to  city  by  legislature.  600,000  00 

Stock  in  railroad  corporations 600,000  00 

Gas  light  stock  at  par 10,000  00 


Increase,  deducting  S80,000  paid $668,000  00 

The  rate  of  interest  on  the  bonded  debt  is  as 
follows : 

S73,700  at  10  per  cent 87,870  00 

2,296,396  at  6  per  cent 137,723  76 

26,000  at  6  per  cent 1,260  00 


S2,394,096 


8146,243  76 


Total 83,461,390  16 

Amount  of  the  bonded 

debt  on  the  10th  of  i 

April,  1862,  close  of 

the  fiscal  year  1861.81,736,096  00  8107,653  76 

1862.  Bonds  paid  dur- 
ing the  year — April 
18th ,      one      harbor 

bond 81,000 

6  per  cent,  in- 
terest  $60  00 

June      1,    60 

Tho's  bonds.  810,000 
7  per  cent 
interest..  3,500  00 

Dec.    1,     29 

Tho's  bonds.  29,000 
7  per  cent, 
interest.. 2,030  00 

Deduct  bonds  paid..        80,000  00        5,690  00 


Balance 84,666,096  00  8102,063  76 

To  which  add  bonds  is- 
sued   during     fiscal 

year  1862— 
100  for  harbor 

imp 8100,000 

90  for  exten-  ^ 

sion  of  the 

new    water 

works 90,000 

40    for    Old 

Limits  imp.     40,000 
20  for  wharf 

imp 20,000 

70  for  gener- 
al sewers . .      70,000 
38    for  dist. 

aewers 38,000 

28  for    city 

stores       in 

block  No.  7.     26,000 
64     to    pay 

Xtoadh      in 

Phil's 54,000 

50    to    pay  ~) 

balances. . .      60,000 
160  P.       I 

Stock.  160,000 
100  O. 
and  M.       1 
do.do.100,000 

260,000 

738,  all  at  six  per  cent 
interest 738,000  00      44,280  00 


1 


Total  bond  debt  as  be- 
fore detaUed $2,394,096  00  $146,343  76 


Ratlrottds  In  New^  Jersey. 

The  New  Jersey  Legislature. — The  prominent 
subject  of  legislation,  at  the  session  of  tha  legisla- 
ture just  closed,  has  been  in  relation  to  works  of 
Internal  Improvements.  There  have  been  twenty- 
four  acts  and  resolutions  in  reference  to  railroads ; 
and  about  as  many  more  relative  to  Plank  Roads 
and  Turnpikes.  We  propose  delineating  briefly 
the  ])olicy  which  appears  to  be  designed,  and 
sanctioned  towards  the  works  in  which  this  part 
of  the  state  is  most  interested. 

The  N.  J.  railroad  company  were  granted  early 
in  the  session,  by  an  unanimous  vote,  a  supple- 
ment, authorising  an  increase  in  their  capital  to 
8500,000,  with  the  privilege  of  multiplying  their 
number  of  tracks,  enlarging  their  road  and  bridg- 
es, straightening  and  widening  Bergen  cut,  ex- 
tending their  accommodations  for  ferriage,  and 
furnishing  ample  facilities  at  Jersey  city  and  on 
their  route,  for  the  increa.sing  business  of  their 
own  road,  and  the  several  roads  connected,  and 
to  be  connected  with  the  New  Jersey  railroad. 
The  provisions  are  suflSciently  comprehensive  for 
the  most  extended  improvements,  and  the  compa- 
ny are  farther  authorised  to  expend  any  portion  of 
their  surplus  earnings  in  increasing  the  facilities 
of  the  road,  and  to  apportion  to  the  stockholders 
an  amount  of  additional  stock  equal  to  such  ex- 
penditure. These  general  powers,  with  the  author- 
ity to  construct  a  bridge,  north  of  the  present 
Turnpike  bridge  in  Newark,  conferred  by  the  sup- 
plement to  the  Bloomfleld  railroad,  (which,  like 
the  supplement  to  the  Belleville  railroad,  makes 
the  authority  to  construct  the  bridge  depend  on 
the  previous  consent  of  the  proprietors  of  the 
bridges  over  the  Passaic  and  Hackensack,)  indica- 
ted the  purpose  of  the  legislature  to  protect  the 
N.  Jersey  railroad  in  the  enjoyment  of  their  route, 
with  the  requirement  that  ample  and  complete 
railroad  facilities  shall  be  furnished  by  them  for 
the  communication  between  Newark  and  New 
York. 

The  powers  conferred  by  the  Bloomfleld  supple- 
ment and  the  act  to  perfect  the  junction  of  the 
Morris  and  Essex  and  the  New  Jersey  railroads, 
secure  to  the  North  Ward,  Orange,  Bloomfleld, 
Belleville  and  the  Northern  part  of  the  State,  a  di- 
rect communication  by  steam,  instead  of  horse 
power,  to  the  city  of  New  York  ;  and  the  Morris 
and  Essex  railroa[d,  as  well  as  the  Bloomfleld  and 
Belleville  roads,  when  constructed  and  extended, 
will  have  a  perfect  and  uninterrupted  line  of  loco- 
motive travel, — thus  securing  to  the  northern 
counties,  either  to  the  N.  Y.  State  line  northerly, 
or  to  the  Delaware  river  westwardly,  a  complete 
communication  to  and  fVom  the  great  commercial 
emporium. 

The  charter  of  the  Newark  and  Springfield  rail 
road,   authorises  a  road  from  the  south  part  of 
Newark  (vnth  the  right  to  branch  roads  to  New 
ark  bay  or  the  Passaic  river),  and  from  thence  to 
any  points  in  the   townships  of  Springfield  and 
New  Providence,  thus  providiug  for  a  connection 

by  this  route,  of  the   Morris  and  Essex  and  New 

Jersey  railroads,  which  by  many  is  deemed  pre- 
ferable for  the  great  through  business  to  the  De- 
laware river  and  westward. 

The  railroad  from  New  Brunswick  to  Millstone, 
and  thus  by  branches  authorised  to  the  westerly 
points  of  Somerset  county,  connects  with  the  New 
Jersey  railroad  at  New  Brunswick,  and  is  to  be 
built  to  Millstone,  and  from  thence  may  be  ex- 
tended to  any  pointit  in  the  townships  of  Bridge- 
water  or  Hillsborough  in  Somerset  cotmty,  which 
enables  a  road  to  be  made  to  the  Central  railroad, 
in  a  northwesterly  route,  and  nearly  to  the  Flem- 
ington  railroad  in  a  westerly  route. 

The  Morris  and  Essex  railroad  company  will  re- 


ceive benefits  by  the  legislation  of  the  late  sessicHi, 
through  branches  and  tributary  roads.  The  sup- 
plement to  the  Sussex  Mine  railroad,  contains  lib- 
eral provisions  for  branch  roads  in  Sussex  county, 
and  as  the  Morris  and  Essex  company  have 
already  located  their  road  to  the  Delaware  at  the 
Water  Gap,  the  construction  of  the  Sussex  Mine 
railroad  and  branches,  (to  be  connected  by  con- 
tract with  the  Morris  and  Essex  railroad  at  Water- 
loo), and  the  benefits  which  will  bo  derived  from 
the  Sussex  and  Warren,  and  the  Belvidere  and 
Water  Gap  railroads,  will  increase  considerably 
the  business  operations  of  the  Morris  and  Esse.x 
railroad,  and  as  the  continuance  of  steam  power  is 
secured  directly  to  New  York,  over  the  N.  Jersey 
railroad,  increased  facilities  will  be  furnished  for 
transportation  to  and  from  Morris,  Sussex  and 
Warren  counties.  A  charter  has  just  been  granted 
by  the  Pennsylvania  legislature  for  a  railroad  from 
Wilkesbarre  to  the  Water  Gap,  without  restriction 
as  to  gauge,  which  it  is  understood  has  the  favor 
of  the  Morris  and  Essex  and  New  Jersey  railroads 
thus  furnishing  an  important  extension  into  the 
interior  of  Pennsylvania  and  westward. 

Charters  have  also  been  granted  for  a  railroad 
from  the  Camden  and  Amboy  railroad,  from 
Hightstown  to  New  Egypt ;  from  New  Egypt  to 
Newton,  the  Cape  May  and  Atlantic  railroad,  and 
the  Rocky  Hill  road  connecting  with  the  railroad 
at  Kingston.  Supplements  have  also  been  passed 
extending  the  Mount  Holly  railroad  to  Pemberton; 
to  the  Freehold  and  Jamesburg  railroad,  and  sev- 
eral resolutions  authorising  subscriptions  to  the 
stock  of  lateral  railroads  by  the  Camden  and  Am- 
boy railrood,  all  in  furtherance  of  the  plan  of  con- 
necting the  ramifying  roads  with  the  main  trunk. 


M»dl«on  and  IntdlanapoUs  Railroad. 

TEMTH  ANNUAL  REPORT. 

My  unavoidable  absence  from  home,  at  the  time 
of  the  annual  session  of  the  board,  has  delayed 
this  report,  and  rendered  necessary  a  called  session, 
to  which  it  is  submitted. 

The  annual  statement  of  the  treasurer,  contained 
in  the  appendix,  presents  the  detcailed  receipts  and 
disbursements  during  the  year.  The  account  of 
the  road  fund  proper,  as  taken  from  that  state- 
ment, is  as  follows : 

Receipts  from  transporta- 
tion of  freights  and 
passengers,        -        -   $423,897  44 

Transportation  of  live 
hogs        -  -        -       39,540  12 

Transportation  of  mails 
and  expresses  -        -        13,456  27 

Transportation  and  ser- 
vice for  other  roads, 
rents,  etc.,        -        -       39,621  69 


Making  a  total  of 
Expenses  of  working  road 


$616,414  62 


repairs,  etc. 
Interest  on  bonds,  etc 


-  $282,226  01 

-  29.240  01 


Net  profits. 
Dividends  of  June  and  December, 


-8311,465  02 

8204,949  50 
166,500  00 


Balance  to  surplus  accotmt,      -    839,449  50 

The  business  of  the  road,  during  the  year,  shows 
a  larger  increase  than  any  preceding  season.  It 
has  surpassed  even  my  own  sanguine  expectations, , 
and  put  us  to  some  extra  expense  to  meet  its  de- 
mands upon  us.  The  travel  compares  with  1851 
as  follows :         -  |  ,  -  J.. 

1862.    Number  of  passengers,        -        -     98,328 


1861. 

Increase, 
1861.    Received 
1862. 

Increase, 


76,392 


-     22,936 

$158,196  66 

109,689  66 


-       $44,606  89 
Reference  to  the  freight  tables  given  in  the  ap- 
pendix will  show  even  a  larger  increase  in  that 
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braooh  of  traffic.  In  a  few  items  only,  the  increase 
of  1862  over  1861  is  as  follows : 
Barrels  flour,        ....      -  39,672 

"    pork  and  lard,    -       -       -  4,861 

Bushels  wheat,        -  -        -        -        266,946 

Live  hogs,         .         -         -         -  36,764 

Bushels  coal,  .  -         -  -  35,768 

Lbs.  merchandise         -         -  -        11,632,734 

The  receipts  of  the  year  compare  with  those  of 
1861  as  follows : 

Beceipts  of  1862,        -        -        -      .  $516,414  62 
Do         1861,    -        -        -       -        386,068  80 


Excess  of  1852,  -  -  -  -$130,346  72 
The  receipts  of  the  past  year  would  have  reach- 
ed S540,000.00,  but  for  the  unparalleled  freshet 
that  occurred  on  the  night  of  the  23d  of  December, 
which  suspended  all  operations  on  the  road  for 
one  week,  and  that  at  a  time  when  the  pressure  of 
travel  and  trade  was  greater  than  at  any  time  du- 
ring the  year.  And  when  the  waters  subsided,  and 
the  road  was  ready  for  trains,  the  Ohio  river  had 
overflowed  its  banks,  and,  submerging  our  depots 
at  Madison,  prevented  the  receipt  or  transmission 
of  freights.  Unfortunately  our  expenses,  instead  of 
ceasing  with  our  receipts,  were  largely  increased ; 
and,  while  fully  thirty  thousand  dollars  of  receipts 
were  lost,  or  thrown  over  into  the  present  year, 
the  forced  work  to  repair  damages  at  the  earliest 
moment  came  in  to  widen  the  disparity  between 
our  receipts  and  expenditures,  and  reduce  the  sur- 
plus that  was  so  confidently  anticipated. 

The  expenditures  for  the  year  are  disproportion- 
ate to  the  receipts.    One  reason  for  this  is  given 

above.  There  are  several  others,  to  which  I  will 
briefly  allude. 

Ist.  The  charge  for  repairs  of  cars  and  machin- 
ery contains  an  item  of  811,600  for  construction  of 
new  cars,  provided  for  by  the  special  fund  created 
in  1851.  The  amount  is  credited  to  the  receipts 
from  the  special  fund,  but  still  it  swells  the  item 
of  expenditures. 

2d.  The  rapid  increose  of  business  last  fall 
crowded  into  a  small  period  of  time,  especially  the 
transportation  of  hogs,  in  which  we  were  promised 
a  lively  competition,  rendered  it  necessary  to  add 
materially  to  our  already  very  large  rolling  stock. 
Accordingly  we  put  upon  the  road,  in  twenty  dayss 
twenty-five  hog  cars  and  twelve  freight  cars  ;  and 
as  no  other  provision  had  been  made  for  them,  the 
cost — about  #18,000— went  to  the  chai^  of  expen- 
ses. 

3d.  Some  two  miles  of  the  old  iron  laid  by  the 
Stat«,  has  been  realaced  by  new  compound  rail,  of 
American  manufacture.  The  cost  of  this  is  charged 
to  tH^inary  repairs — S14,146. 

4th.  The  bridges  over  Blue  river.  Flat  Rock 
and  Clifly,  have  been  entirely  rebuilt  during  the 
year,  and  a  new  bridge  is  ready  to  raise  across 
Sand  creek,  as  soon  as  the  weather  will  permit. 
The  expenditures  under  this  head  are  about  SIO,- 
000,  and  have  been  charged  to  repairs. 

In  the  original  construction  of  the  road,  few  con- 
nected with  it  had  any  conception  of  the  immense 
traffic  that  was  destined  to  pass  over  it.  The  ori- 
ginal bridge  structures  north  of  Vernon  were  all 
too  light,  and  I  have  felt  it  imperatively  necessary 
to  renew  them.  This  will  be  accomplished  when 
the  Sand  creek  bridge  is  raised.  The  Vernon 
bridges  and  Graham   bridge  will  alone  remain  as 

original  structures,  and  they  are  in  a  sound  and 
safe  condition. 

6th.  All  our  old  engines  have  been  rebuilt  and 
thoroughly  repaired  during  the  year.  The  service 
they  have  performed  is  evidenced  by  the  fact  that 
during  the  heavy  work  of  the  fall,  of  twenty-two 
engines  owned  by  the  company,  twenty-one  were 
performing  daily  trips  for  sixteen  consecutive  days, 
while  our  trains  run  163,263  miles  more  in  1862 
than  in  1861.  The  motive  power  is  now  in  excel- 
lent condition,  and  the  whole  stock  in  good  work- 
ing order. 

6th.  Our  shops  at  North  Madison  were  too  small 
and  insecure.  There  has  been  built  during  the 
year  a  fine  brick  machine  shop  at  that  point,  of 
ample  capacity  and  useftilness,  the  ^cost  of  which 
has  been  charged  to  repaurs. 


With  these  explanations,  the  following  is  the 
fair  and  just  statement  of  the  earnings  of  the  road 
during  the  year : 

Earnings  as  stated      -        -        -         S616,414  52 
Working  expenses  .        .        -       248,319  02 


Net  earnings 
Two  dividends,  5  per  cent. 


each 


268,096  60 
165,600  00 


Surplus 

Expended  in  permanent  repairs : 

$18,000 


102,695  60 


New  cars 

New  track  -        .        - 
Rebuilding  bridges 
Rebuilding  nine  engines 
New  machine  shop 


14,146 

10,000 

15,000 

6,000 


63,146  00 


Surplus  remaining      -        -      $39,449  60 

All  these  repairs  are  permanent,  and,  having 
been  well  executed,  we  shall  be  enabled  materially 
to  reduce  our  expenditures  during  the  present 
year.  It  is  high  praise  thus  awarded  to  the  value 
of  the  work,  that,  while  so  many  permanent  and 
extraordinary  repairs  have  been  made,  the  stock- 
holders have  received  a  ten  per  cent,  dividend,  and 
the  treasury  has  a  surplus  of  $40,000. 

This  surplus,  with  that  which  will  accrue  during 
the  present  year,  should,  in  my  judgment,  be  ap- 
plied to  the  payments  to  the  state  for  her  interest 
in  the  road.  This  is  but  an  enhancement  of  the 
value  of  the  property,  and  it  will  be  competent 
hereafter  for  the  board  to  make  such  order  for  its 
distribution  among  the  stockholders,  in  the  form 
of  stock,  as  their  rights  and  the  interest  of  the 
road  may  require. 

There  has  been  added  to  the  stock  of  the  road, 
during  the  year,  twenty-five  box  freight  cars,  forty- 
five  platform  and  hog  cars,  two  first  class  passen- 
ger cars,  sixteen  gravel  and  ditching  cars,  and 
seven  hand  and  road  cars. 

The  route  for  the  new  southern  terminus,  to 
avoid  the  inclined  plane  at  Madison,  has  been  lo- 
cated during  the  year,  and,  at  present,  about  seven 
hundred  hands  are  employed  in  its  construction. 
It  leaves  the  present  line  at  the  foot  of  the  plane, 
crosses  Crooked  Creek,  and  passes  west,  along  the 
side  of  the  hill,  to  Clifty  creek ;  thence  up  Clifly 
to  the  Chain  Mill  fork,  and  up  that  to  an  inter- 
section with  the  main  line,  near  the  four  mile  post 
from  Madison.  The  grade  will  be  heavier  than 
I  desired,  being  about  one  hundred  feet  to  the 
mile,  on  straight  hues,  and  ninety  feet  on  curves. 
The  work  is  very  heavy,  and,  being  within  so 
small  a  space,  will  require  more  time  to  perform 
it.  There  will  be  two  short  tunnels  in  rock,  that 
can  be  more  rapidly  constructed,  and  at  less  ex 
pense,  than  through  cuts.  The  length  of  the  new 
line  is  4  3-4  miles,  making  an  addition  of  three 
fourths  of  a  mile  to  the  length  of  the  road.  With 
an  assisting  engine,  it  can  readily  be  worked  by 
ordinary  motive  power.  In  the  location  of  this 
line,  care  has  been  taken  to  preserve  the  useful- 
ness of  our  depots  in  the  city,  and  our  extensive 
works  at  North  Madison.  As  to  the  latter,  no 
considerable  change  will  be  necessary. 

The  prospects  of  the  road  during  the  present 
year  are  bright  and  cheering.  This  year  will 
launch  us  into  the  midst  of  the  competition  that 
has  been,  for  a  few  years,  gathering  around  us. 
The  road  will,  in  a  short  time,  be  well  prepared  to 
meet  it. 

The  route  from  liidianapolis  via  Dayton  to  Cin- 
cinnati, is  complete  and  in  full  operation,  doing  a 
very  fair  business.  The  Jefifersonville  road  is  run- 
ning to  Edinburgh,  and  has  full  control  of  the 
lateral  lines  from  Edinburgh,  and  yet  our  business 
and  receipts  are  undiminished.  The  country  is 
developing  itself  nearly  as  fast  as  the  railroads. 
Population  is  increasing,  lands  opening  to  cultiva- 
tion, and,  as  fast  as  a  new  avenue  ts  completed,  it 
is  crowded  with  the  surplus  that  existing  roads 
cannot  take  and  perform. 

If  the  Madison  road  had  no  competitor  to-day, 
it  could  not,  without  a  double  track,  and  at  least 
double  its  present  power,  perform  one-half  the 


business  that  Would  be  pressed  tf>on  it.  The  race 
of  competitioa  m/iy  be  managed  for  evil,  but  that 
folly  will  soon  correct  itself  This  road  has  built 
up  advantages  that  cannot  b«  wrested  from  it, 
particularly  in  the  enterprising  population  of  the 
flourishing  citi^  of  Madison,  and  it  poesemes  a 
power  and  ability  that,  with  prudent  management, 
will  bear  it  RU<icessfully  through,  and  preserve  it  a 
good  dividend  Ktock.    - 

It  always  affords  me  plcasuif,  in  closing  my 
annual  report-**!  to  speak  in  terms  of  commendation 
of  the  officers  and  operatives  of  tjie  road.  Durii^ 
my  term  of  sorvice,  they  have  tcver  more  fully 
earned  my  enmrc  confidence  than  during  the  past 
year.  Though  absent  myself  a  large  jwrtion  of 
the  time,  they  liave  labored  with  ui»tiring  assiduity 
and  fidelity,  to  promote  the  chat"acter  of  the  ser- 
vice and  the  interests  of  the  company.  Where  all 
have  done  so  well,  it  would  be  invidious  to  dis- 
criminate. I  \:ill  not  do  so,  but  to  all  return, 
thus  publicly,  :  uy  cordial  thanks. 

ResjH'ctfuUv  .«ubmitUKl, 

■  JOHN  BROUOH 
Ma/fison,  fybruanj  22,  1858. 


M*bi  le  amd  OlrmHI  RAllroad. 

This  great  enterprise,  which  st|uts  at  a  point  in 
Alabama  oppoiite  Columbus,  in  (Srcorgia,  and  runs 
in  a  south we^rly  course  to  Mobile  bay,  a  dis- 
tance of  220  miles,  is  destined  to  have  quite  a.s 
important  a  tearing  on  the  business  of  Savan- 
nah, as  any  iirprovement  now  qonnected  with  if. 
We  had  the  pUasurc,  on  Saturday,  of  conversing 
with  Major  Hurdaway  and  Gen.  Abercrombio.  of 
Alabama,  two  of  the  Directors  of  the  comi)any, 
and  were  gratified  to  learn  the  steady  itrogress 
they  are  makic  g  on  the  work.  JThe  rojtd  runs  foi- 
the  greater  par  [.  of  its  distance  on  a  ridge  route, 
needing  very  fe  w  bridges  and  not  much  cutting  or 
embanking,  an<l  is  calculated  to  cost  $12,000  per 
mile,  w^ith  its  outtit.  It  intersects  some  of  the 
finest  cotton-gtowing  districts  of  Alabama,  and 
passes  throughi  Russell,  Macon,  Pike,  Montgom- 
ery, Lowndes,  Butler,  Conecuh,  Monroe,  and  Bald- 
win counties.   ] 

The  present  hieans  of  the  corat>any  being  inad- 
equate to  put  ihe  whole  line  undfcr  contract,  they 
are  working  w^tward  from  Colimbus  to  a  point 
called  Union  Sirings,  in  Macon  oounty,  Alabama, 
a  distance  of  5^  miles,  which  they  h<^)e  to  have  in 
operation  next  I  year.  The  first  22  i  miles  they 
hope  to  have  In  running  order  Iby  next  autumn, 
when  the  proquct  of  many  of  the  largest  planta- 
tions of  Alabaoia  will  be  turned  to  Columbus,  and 
thus  through  to  Savannah.  The  opening  of  these 
22 J  miles  will  lum  up  to  Columbus  about  15,000 
or  20,000  bales  |of  cotton,  now  going  to  the  Chatt*r 
hoochee  river  bank  and  to  Montgomery,  yiekUng 
that  much  transportation,  and  also  Uie  freight  of 
the  equivalent  Returns  of  merchandise.  But  from 
beyond,  until  tpey  reach  Union  springs,  some  60,- 
000  or  70,000  biles  more  will  be  turned  eastward, 
all  of  which  now  goes  down  the  Alabama  river. 

Here  is  a  new  field  of  business  4nd  of  enterprise 
opened  to  the  trade  of  Savannah.  The  counties 
named,  for  wapt  of  avenues  to  market,  have 
hardly  begun  (|o  be  developed  ;  yet  the  wealth 
already  concentered  there  will  make  a  passeoger 
and  freight  traMc  not  inferior  to  t]|at  of  the  Soutb- 
western  railroa4  of  Georgia.  Wb  think,  from  all 
we  can  learn,  ttiat  this  picture  of  local  adrtntage* 
is  pot  exaggerated 

The  great  cinsumraation,  however,  which  is 
aimed  at,  and  wjhich  can  be  attaiiied  by  this  route 
sooner  than  by  {any  other,  is  the  closest  and  ear- 
liest connection  between  Savanndh  and  New  Or- 
leans. This  r^ad  completed  to  Union  springs, 
leaves  but  170  diilcs  to  be  built  to  finish  the  great 
thoroughfare  between  the  Gulf  and  the  Atlantic. 
We  cannot  shut  our  eyes  to  this.  It  presses  upon 
us,  and  this  work  will  soon  be  knocking  at  our 
doors,  and  appeal  to  the  interests  ♦f  all,  to  be  car- 
ried promptly  through.  Major  Hardaway,  the 
president  of  the  (company,  has  pursued  this  project 
perseveringly  fo*  seven  years,  and  he  will  accom- 
plish it.  And  the  time  will  come,  when  we  must 
do  something  rabre  than  bid  him  <*od-speed. 

The  road  as  itj  passes  on  to  MoUle,  approaches, 
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at  a  point  northwest  of  Pensacola,  within  40  miles 
of  that  city,  this  distance  being  over  a  level 
country,  without  water  courses.  Can  any  one 
suppose  that  Pensacola  will  long  lack  aa  outlet  to 
the  north  and  east,  when  the  Girard  road  so  near- 
ly affords  it"? 


Ameriean   Raiii'oad  Journal. 


Saturday,  April  9,  I8S3. 


GlaclnnatI,  Losaiiaport  and  Cliloaco  RaU- 
road.  '^' 

This  ro.id,  which  is  designed  to  connect  two  of 
the  great  cities  of  the  west,  Chic-igo  and  Cincin- 
nati, is  now  making  very  rapid  and  satisfactory 
progress.  The  line  of  this  road  commences  at 
Richmond,  and  the  division  now  undel*  contract 
extends  from  Richmond,  the  northwestern  terminus 
of  the  EattHi  and  Hamilton,  and  Dayton  and 
Western  roads,  to  Logansport,  on  the  Wabash, 
a  distance  of  107  miles,  and  176  miles  from  Cin- 
cinnati. The  work  upon  this  division  o^the  line  is 
so  well  advanced  as  to  leave  no  doubt  that  the  first 
division  of  49  miles,  from  Richmond  to  Anderson- 
town,  on  the  Indianapolis  and  Bellefontaine  road, 
and  also  that  portion  extending  from  Lfegansimrt, 
22  miles,  to  Kokomo,  on  the  Porn  road,  will  be 
completed  the  coming  fall. 

The  connections  thus  fonued  will  ^ring  the 
above  portions  of  the  work  into  active  and  profit- 
able employment,  as  soon  as  they  are  completed. 
The  Bellefontaine  road  will  collect  a  large  busi- 
ness for  the  Cincinnati  market,  at  Andersontown, 
which  must  pass  over  the  above  road ;  while  the 
northern  division  will  open,  in  connection  with  the 
Peru  road,  an  outlet  to  Indianapolis  from  Logans- 
port,  which  is  already  a  large  and  thriving  vilhige, 
and  surrounded  by  an  exceedingly  fertile  and  well 
cultivated  countrj-.  Upon  the  balance  of  the  line, 
the  grading  is  well  under  weigh ;  and  the  entire 
line  will  be  completed  to  Logansport  by  the  1st  of 
July,  1864. 

From  Logansport  to  the  jut^ion  of  the  New 
Albany  and  Salem  road,  which  is  now  well  ad- 
vanced, and  which  will  be  completed, to  Lake 
Michigan  by  the  first  day  of  July  next,  surveys 
are  in  progress;  and  as  soon  as  these  are  com- 
pleted, this  division  will  be  placed  under  contract. 
The  opening  of  this  portion  of  the  line  -will  form 
a  continuous,  and  the  shortest  practicable,  line  of 
roa<l  between  Cincinnati  and  Chicago,  of  which 
the  above  will  constitute  a  prominent  link. 


Krie  R.  Ri— Appointment  of  BIr>  McAlplnei 

We  learn  that  Wm.  J.  McAlpine,  Esq.,  at  the 
present  tune,  State  Engineer,  has  been  appointed 
Chief  Engineer  and  Assistant  President  of  the  Erie 
railroad  company.  Mr.  McAlpine  is  an  accomplish- 
ed Engineer,  and  will  carry  with  him  into  the  man- 
agement of  the  road,  an  enviable  reputation  ac- 
quired in  the  construction  and  superintendence  of 
other  works. 

Had  the  same  place  been  filled  by  as  competent 
a  person  years  ago,  we  believe  that  nearly  one- 
half  the  present  cost  of  the  road,  which  has  been 
lost  in  construction,  might  have  been  saved.  But 
the  losses  sustained,  are  a  still  greater  reason  for 
looking  careftiUy  after  what  remains.  We  now 
look  for  a  radical  change  in  the  policy  and  man- 
agement of  the  company.  Mr.  McAlpine  certain- 
ly will  not  remain  in  the  company  unless  he  can 
carr>-  out  wholesome  plans  for  reform.  We  trust 
we  shall  now  begin  to  know  something  of  tlje  con- 


dition of  the  company,  and  of  its  internal  manage- 
ment. The  appointment  of  so  able  a  man  as  Mr. 
McAlpine^  to  the  most  responsible  post  in  the 
company,  shows  that  good  has  already  come  of 
our  recent  discussion.  It  has  aroused  the  compa- 
ny to  the  necessity  of  doing  something.  But  for  it, 
they  would  have  continued  to  go  on  indefinite- 
ly, in  the  old  way. 

The  Ray  Prentlnms. 

It  will  be  recollected,  that  F.  M.  Ray,  Esq.,  of 
this  city,  oflfered  some  time  since  the  following 
premiums,  for  the  following  improvements,  viz  : 

Fifteen  hundred  dollars  for  the  best  invention 
for  preventing  loss  of  life  from  collisions,  and  from 
the  breaking  of  axles  and  wheels. 

Eight  hundred  dollars  for  the  best  method  of 
excluding  dust  from  cars  when  in  motion. 

Four  hundred  dollars  for  the  best  railroad  brake. 

Three  hundred  dollars  for  the  best  sleeping  or 
night  seats  for  railroad  cars. 

The  above  premiums  will  be  kept  open  for  com- 
petition, until  the  opening  of  the  25th  annual  fair, 
where  the  plans,  drawings,  and  models  of  inven- 
tion, competing  for  them,  are  expected  to  be  on 
exhibition.  No  inventions  already  introduced  to 
the  public,  will  be  entitled  to  compete  for  fhe 
prizes.  It  must  be  understood  that  these  inven- 
tions are  to  be  such  as  can  be  adopted  and  put 
into  general  use ;  the  inventors  in  all  cases  retain- 
ing their  right  to  patents. 

The  above  was  left  to  the  decision  of  competent 
judges,  to  be  appointed  by  a  committee  of  the 
American  Institute. 

The  committee  appointed  by  the  Institute,  re- 
ported as  follows  : 

In  regard  to  the  two  first  premiums  offered  of 
"  SI  ,600  for  the  best  invention  for  preventing  loss 
of  life,  from  collisions,  and  from  the  breaking  of 
axles  and  wheels,"  and  "  S800  for  the  best  method 
of  excluding  dust  from  cars  when  in  motion" — 
we  regret  to  say,  that,  although  there  were  many 
very  ingenious  and  highly  creditable  inventions 
offered,  yet,  from  doubts  of  their  utility  in  actual 
service,  and  in  the  absence  of  sufficient  actual 
experiment  to  establish  their  merits,  we  do  not 
feel  prepared  to  recommend  any  one  of  them  for 
adoption  into  general  use,  according  to  the  tenor 
of  the  conditions  of  award. 

Your  committee  can,  therefore,  under  the  existr 
ing  circumstances,  make  no  awanl  of  the  first  two 
prizes,  of  SI ,600  and  S800  each. 

The  railroad  brake  exhibited  by  T.  A.  Stevens, 
of  Burlington,  Vt.,  (entry  No.  1,407,)  best  com- 
bines, in  our  opinion,  the  elements  of  efficiency, 
simplicity  and  cheapness,  as  well  as  general  adap- 
tation to  railroad  purposes.  We  therefore  award 
to  it  the  third  premium  of  $400. 

Of  the  night  seats  exhibited,  we  have  selected 
that  of  Samuel  Hickox,  of  Buffalo,  N.  Y.  (entry 
No.  303,)  as  the  best,  under  all  circumstances, 
that  we  have  seen.  It  answers  well  the  purposes 
of  either  a  day  or  night  seat ;  it  is  not  cumber- 
some or  complicated,  is  free  from  most  of  the 
ordinary  objections  of  night  seats,  and  can  be 
made  at  a  very  trifling  increase  of  cost  over  the 
ordinary  seat.  We  therefore  award  to  it  the  fourth 
prize,  of  $300. 

GEORGE  STARK, 
MADISON  SLOAT, 
WM.  CUMMINGS, 
J.  R.  TRIMBLE, 
F.  HUNGERFORD,  , 

We  would  state,  in  this  connection,  that  Messrs. 
Bridges  &  Brother,  64  Courtlandt  street,  extensive 
dealers  in  every  variety  of  articles  used  by  rail- 
road companies  and  car  builders,  are  agents  for 
Stevetis'  Patent  Brake,  referred  to  above. 


Judges. 


Chlcai^o  and  Rock  Island  Railroad. 

This  road  has  been  opened  to  Peru,  at  the  head 
of  navigation  on  the  Illinois  river,  100  miles  from 
Chicago.. 


Railroad  to  tbe  Paeifle.  Appointment  of 
Major  J>  J.  Stevens  as  Ooveruor  of  tbe  nt-vv 
Territory  of  IVaslklnston. 

We  take  great  pleasure  in  stating  that  Major  J. 
J.  Stevens,  of  the  U.  8.  Army,  has  been  appointed 
governor  of  the  new  territory  of  Washington — an 
embrj'o  state  recently  carved  out  of  our  western 
possessions.  Major  Stevens,  though  young,  has 
had  a  wide  experience,  the  result  of  active  and 
constant  employment  in  responsible  positions ;  all 
of  which  he  has  filled  in  a  most  creditable  manner. 
He  is  emphatically  the  man  for  his  new  post,  and 
his  appointment  is  the  first  encouraging  stej) 
towards  the  realization  of  the  great  project  of  a 
railroad  to  the  Pacific.  He  unites  great  enthusiasm 
with  great  capacity ;  believes  nothing  impossible 
to  a  resolute  will,  but  that  no  great  enterprise 
should  be  undertaken,  without  adequate  means 
and  the  fullest  knowledge  of  the  difficulties  to  be 
encountered.  We  know  him  to  be  wedded  to  no 
particular  route  nor  plan,  and  believe  he  will  en- 
deavor to  .ascertain  and  adopt  such  as  are  suggested 
by  the  natural  configuration  of  the  country  and 
the  wants  of  commerce. 

Such  qualities  we  want  in  a  person  holding  a 
conspicuous  .and  responsible  positiou  in  our  west- 
ern country.  We  repeat,  that  the  accomplishment 
of  the  great  project  of  a  railroad  to  the  Pacific, 
has,  in  our  opinion,  been  hastened  by  years  by 
tha  above  appointment.  The  public  m<ay  now  be- 
gin to  look  for  light  from  this  most  interesting 
portion  of  our  country,  and  upon  the  subject  of  a 
railroad  across  the  continent,  which  is  rapidly 
becoming  one  of  paramount  importance  with  the 
whole  country. 

Delavrare  and  Hudson  Caflal  Co* 

The  .annual  election  of  the  Delaware  and  Hud- 
son canal  company,  was  held  on  the  28th  ult.  John 
Wurts,  Wm.  H.  Halsted,  Silas  Holmes,  Jacob  R. 
Le  Roy,  Wm.  S.  Herriman,  Chas.  N.  Talbot,  Mau- 
rice Wurts,  Lora  Nash,  Edward  J.  Woolsey,  Wm. 
Musgrave,  Gt'o.  T.  Olyphant,  Daniel  B  Fearing, 
and  Robert  Ray  were  elected  directors.  The 
year's  business  of  the  company  was  stated  as  an- 
nexed. 

Dr. 

Sales  of  coal $1,780,396  46 

Tolls  received 193,174  67 

Barges  and  real  estate  profits 21,840  60 

Coal  on  hand 352,396  24 

Total $2,447,770  96 

Dr. 

Coal  on  hand  from  last  season $309,998  70 

Mining  expenses 303,418  79 

Railroad  transportation 289,768  11 

Canal  repairs 160,872  87 

Freight  on  canal - 432,622  32 

Expenses  .at  Rondout  and  New  York.     196,192  12 
Balance  profit  of  year's  business  —      764,908  67 

Total $2,447,779  96 

This  profit  is  equal  to  10^  per  cent  on  the  capi- 
tal stock  of  the  company. 

Railroad  Conneetlons  In  tlte  South. 

The  Camden,  N.  J.,  Phenix  says,  on  what  is  re- 
presented as  reliable  authority,  that  the  Baltimore 
and  Ohio  railroad  company  have  joined  with  the 
Philadelphia  and  Baltimore  railroad  company  in 
purchasing  the  Southwark  railroad,  which  runs 
from  Broad  street  through  Prime  and  Washing- 
ton streets,  to  Swanson.  The  track  is  to  be  ex- 
tended to  the  end  of  the  wharf  at  the  foot  of 
Wa.shington  street.     Tho   Camden    and    Amboy 
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railroad  company  also,  being  concerned  in  the 
movement,  purpose  having  a  track  laid  down  the 
river,  at  a  point  in  South  Camden  below  the  island. 
Between  this  point  and  Washington  street  wharf 
steamboats  will  run,  thus  connecting  the  two 
roads.  It  is  calculated  that  by  this  arrangement, 
freight  can  be  carried  through  from  New  York  to 
Wheeling  without  transhipment. 

.;'     Flnanesa  of  Maryland. 

The  Maryland  Public  Debt  amounts  at  present 
in  total  to  S15,260,673,  or  S9,166,490,  exclusive  of 
Sinking  Fund  and  a  loan  of  Credit  to  the  Balti- 
more and  Ohio  railroad,  as  follows : 

For  Baltimore  and  Ohio  railroad  5  per 
cent S497,000 

For  Baltimore  and  Ohio  railroad  5  per 
cent  sterling *3,200,000 

For  Baltimore  and  Washington  railroad 
5  per  cent 600,000 

For  Chesapeake  and  Ohio  canal  compa- 
ny 5  per  cent 622,600 

For  Chesapeake  and  Ohio  canal  compa- 
ny 6  per  cent 2,035,000 

For  Chesapeake  and  Ohio  (sterling)  6 
per  cent 4,637,222 

For  Baltimore  and  Susquehanna  rail- 
road 4^  per  cent 100,000 

For  Baltimore  and  Susquehanna  rail- 
road 6  per  cent 1,643,334 

For  Baltimore  and  Susquehanna  rail- 
road 3  per  cent 500,000 

For  Baltimore  and  Susquehanna  rail- 
road 5  per  cent 88,710 

For  Susquehanna  and  Tidewater  5  per 

cent ., 1,060,000 

Miscellaneous 453,526 


ToUl 15,136,792 

*  Less  loan  to  railroad 3,200,000 


Total 11,936,792 

Less  sinking  fund 2,770,302 


Present  net  indebtedness $9,166,490 

Against  which  the  State,  besides  providing  a 
rapidly  accumulating  sinking  fund,  equal  to  half 
a  million  dollars  a  year,  at  present  holds  the  fol- 
lowing property :  , 

PRODUCTIVE  CAPIT.tL  OF  THE  STATE. 

Bank  stocks 518,466 

Baltimore  and  Ohio  railroad  stock 1,182,691 

Baltimore  and  Ohio  railroad  dividend 

bonds 10,000 

Bonds  of  Susquehanna  and  Tidewater 

canal  company 1,192,500 

Bonds  of  Baltimore  and  Susquehanna 

railroad  company 1,884,045 

Due  from  sheriflfe,  collectors,  etc 781  942 


Total. 


,85,584,644 


UNPRODUCTIVE. 

Bonds  of  Susquehanna  railroad  com- 
pany     1,035,080 

Bonds  of  Chesapeake  and  Ohio  canal 
company 2,000,000 

Stock  of  Chesapeake  and  Ohio  canal 
company 5,000,000 

Sundry  stocks 739,298 


Total  unproductive $8,774,378 

"■\  :■  ".    REVENUE. 

The  State's  revenue  from  all  sources, 
except  the  tobacco  and  colonization 
funds  was,  in  the  year  ending  1st  De- 
cember, 1852 $1,231,997 

Interest  on  her  debt  paid  was.. 677,466 

And  her  expenses  for  govern- 
ment were 279,361 

'.      .      .:-••..  .,        966,817 


Showing  a  surplus  over  expenditure  of      275,180 


The  Comptroller  estimates  the  State's 

income  for  1852  at 1,277^487 

And  her  expenses —  _    j 

For  interest  on  debt 678,446 

For  general  purposes 262,013 

930,458 


Showing  a  surplus  of 347,029 

To  which  add  the  increase  of  sinking 
fund 140,838 


Leaves  applicable  to  the  redemption  of 
debt  during  the  present  year,  the 
sum  of 487,867 

Surplus  over  expenditure  1st  Decem- 
ber, 1852 285,180 

SINKING    FUND. 

The  income  of  the  sinking  fund  was, 
for  the  year  ending  December,  1852.       115,474 


And  therefore  left  this  amount  towards 
reduction  of  debt 


390,654 


But  with  the  aid  of  former  balances  in 
in  the  treasury',  she  increased  this  i 

fund  during  the  last  year  in  the  sum 
of 640,685 

And  has  moreover  paid  off  a  5  per  cent 

stock,  amounting  to 30,000 


Showing  a  diminution  of  debt  during 

that  time  equal  to 570,685 

The  sinking  fund  was,  on  the  1st  De- 
cember, 1851 2,229,617 


To  which  add  the  aboqe  increase 540,685 


Makes  the  present  amount  thereof $2,770,302 

Notlee  to  Contractors. 


SEALED  PROPOSALS  will  be  received  at  the 
oflSce  of  the  Clinton  line  railroad  company,  in 
Hudson,  Ohio,  until  the  20th  day  of  May  next,  for 
the  grading,  masonrj',  bridging  and  superstructure 
of  their  entire  road,  from  Hudson  to  the  Pennsyl- 
vania state  line. 

Plans,  profiles,  and  specifications  will  be  exhib- 
ited, and  all  requisite  infonuation  given,  at  the 
office  of  the- company,  in  Hudson,  on  and  after  the 
10th  day  of  May  next. 
By  order  of  the  board  of  directors.  ! 

H.  N.  DAY,  president. 
W.  B.  BRINSMADE,  engineer. 
Hudson,  March  29,  1853.  j 

Stoek  and  Money  Market* 

There  has  been  considerable  improvement  in  the 
money  market  the  past  week,  and  a  consequent 
advance  in  the  prices  of  most  kinds  of  .securiries 
from  the  increasing  abundance  of  money.  A  num- 
ber of  the  fancy  stocks  show  a  marked  improve- 
ment, and  the  general  tone  of  the  market  is  much 
better  than  at  our  last  issue. 

There  is  a  good  demjuid  for  the  best  class  secu- 
rities of  all  kinds.  No  difficulty  exists  in  negotiat- 
ing bonds  of  new  companies  having  a  good,  and 
showing  a  strong  basis. 

The  earnings  of  the  Toledo,  Norwalk  and  Cleve- 
land railroad  for  the  week  ending  March  12,  were 
as  follows : 

Passengers $7,194 

Freight 2,201 

Express 539 


■  9,934 

The  earnings  of  the  Charlotte  and  S.  Carolina 
railroad  company,  for  February,  were  as  follows 

Freights $13,977  09 

Passengers 4,182  84 

Mails 418  00 


$18,677  87 


eamii  gs 
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of  the  Macen 
are : 


and  Western  rail- 


In  February 
In  Februarv 


Increase 

The  busin*  iss  of  the  Alban 

road  shows  a 

The  figures  a  re  ; 

Februarv,  18  >3 
February.  1862 


Increase 


The 
Atlantic  rai 
February : 

1853...... 

1852 


Increase 


$6,616  60 

1,027  42 

18,363  66 


Total 
Corresponding  month  last  ycai 

Increase  $73 )  24  :  3  per  cent.  ; 

The  receif  ts  of  the  Ohio  and 

road  for  Feb  ruarv  were  as  foll4w8 


.$26,996  67 
.    25,266  83 


1863., 
1852.. 


Pennsylvania  rail- 


•h- 


.$30,006  73 
.    11.189  61 


$18,818  12 

and  Schenectady 
large  gain  in  Feb^ary  over  last  year. 


44  per  cent 

following  i.s  the  income 
Iroad,  of  Georgia, 


$17,771  84 
.    12,318  91 


....    $5,452  93 

of  the  Western  and 
for  the  month  of 


$48,721  68 
.    28,382  02 

.$20,339  66 


The  follow  ng  are  quotation^  for  railroad  bonds 
by  Messrs.  D  Jcoppet.  of  this  cliy. 
'67 


'59. 
'55. 
'71. 
'62. 


'ft; 


N.  Y.  &  Erie 

N.  Y.  &.  Erie 

N.  Y.  &  Erie 

N.  Y.  &  Erie 

N.  Y.  &  Erie 

Hudson  Rivet,  '69 

Hudson  River,  '60 

Hudson  Rive ',  '67 

N.  Y.  &  New]  Haven,  long 

N.  Y.  &  Harlem,  '61 

Roch..  Lock.  &  N.  F,  '61 
Rock.  Lock.  &  N.  F..  '61. 
New  Haven  i  i  New  London, 
Baltimore  &  Ohio,  '67 
Baltimore  &  Ohio,  '75 

Reading,  '60 

Reading,  '70  

Cleveland,  Cdumbus  &  Cincinqati,  '58-'69. 
Cleveland,  Pjinesville  &.  Ashti^ula,  '61 .  . . 

Little  Miami,  '58— '61 , 

Ohio  &  Penn  lylvania,  '65— '66 

Ohio  &  Penn  lylvania,  '72 

Central  India  la,  '66 

Cleveland  4,  Pittsburg,  '60..,. 

Ohio  Central,  '61 

Ohio  Central,  '64 '.  . 

Michigan  Cer  tral,  '60 

Michigan  Sot  them,  '60 

Northern  Indiana,  '61 ,. 

Erie  and  Kalamaxoo,  '61 

Galena  and  Chicago,  '62 

Madison  and  Indianapolis,  '61.. 
Terre  Haute  4nd  Indianapolis,  169, 
Indianapolis  and  Bellefontaine,  "60 — '61 
Indianapolis  and  Lafayette,  '61. 
Bellefontaine  land  Ind.,  '66. .... 

"  [  "  '58— '62.... 
N.  Albany  an*  Salem,  '64— '76!j. 
Evansville  ani  HI,  '62.  . . . 

Panama,  '66 , 

Ogdensburg,  (North.)  '59. , 
Ogdensburg,  (North.)  '61 . . 
Milwaukee  ard  Miss  ,  '62. , 
Cin.  Ham.  and  Davton,  '61 , 
BuflTalo  and  N|.  Y  Citv, '66, 


Pennsylvania, '80 

Cin.  Wil.  and  panesville,  '62 

Cov.  and  Lex_[  '62 

Chicago  and  |l.  I.,  '72 

Wil.  and  Manfchester,  '66.  .. 

Marietta  and  Cin.,  '68 , 

Ohio  and  Indikna,  '67 


>••  t*«« 


118V 

106^4' 

•  973^^ 

96 
.  97K 
.106>2 
.  99  ' 
.  91 
106 
.100 

.  117  V 

.102  ~ 

.101 
97>4 

■  94V 
96^ 

.  92 

.127 

.104 

.115 
108>^ 
102>^ 

.100 
105 

102>^ 

102)^ 

.111>^ 

.102^ 
,  99% 

.    94V 

.  96V 
.103 

llOV 
.108)1 

95 
.104 
.109 

.  s 

,  87 

125 

.100 

.  82V 
104 
1041^' 

.  94?^ 
.  1091k. 

1001^ 

100 
99 

lOOV 
95 
98^ 
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Bzliibit  of  the  Condition,  R«sonre«a,  Buil- 
aess  and  Frospeotc,  of  tbe  Peru  oad  ladl- 
»n»pollB  Road. 

The  charter  incorporating  the  company  was 
granted  by  the  Indiana  Legislature  at  their  session 
of  1846-6,  and  received  the  approval  of  the  Gov- 
ernor on  the  19th  January,  1846.  Tbe  company 
was  organised  in  July,  1847,  and  an  experimental 
survey  of  the  route  was  made  in  September  and 
October  of  the  same  year.  The  line  fronl  Nobles- 
viUe  to  Indianapolis  was  permanently  located  in 
July,  1848,  and  a  letting  of  the  clearing,  grading, 
and  bridgicg  of  the  same  was  made  in  the  sue 
ceeding  August,  and  of  the  timber  superstructure 
in  January,  1849.  This  division  of  the  road,  em 
bracing  22|  miles,  wiis  completed  on  the  10th  of 
March,  1851,  and  has  since  been  in  operation  un- 
der an  arrangement  with  the  Madisou  -.vtid  India- 
napolis railroad  company. 

The  total  cost  of  this  division,  including  right 
of  way,  engineering,  turn  tables,  offices,  rents,  car, 
wood,  and  engine  houses,  directory,  officers'  salar- 
ies, and  all  other  incidenital  expenses  connected 
with  or  resulting  from  the  construction  of  such 
portion  of  said  road,  is  S128,446  53,  or  S5,708  73 
per  mile. 

From  Noblesville  to  Peru,  a  distance  of  50  miles, 
the  road  was  permanently  located  in  June  and  Ju- 
ly, 1849,  the  right  of  way  secured,  and  the  grub- 
bing and  clearing  of  the  same  were  let  in  June, 
1860.  This  contract  has  been  fulfilled,  and  the 
road  grubbed  and  cleared  the  whole  distance. 

This  division  of  the  road,  from  Noblesville  to 
Peru,  was  let  in  Jun<'.  1852,  on  advantageous 
terms,  to  Messrs.  .V.  l)e  (Tratt&  Co.,  of  Ohio,  an 
energetic,  enterprising  and  responsible  firm,  wlio 
have  been  connected  witli  many  railroad  enter- 
prizes  in  the  west,  and  wlio.sc  names  are  a  suffi- 
cient guaranty  fur  the  promj)!  and  faithful  per- 
formance of  any  contract.  The  arransjoment  with 
them  covers  everything  necessary  for  the  final 
completion  of  the  road,  embracing  grading^  super- 
stnicture,  bridging  and  iron. 

The  payments  to  be  made  by  the  company  for 
this  contract  are  as  follows  : 

In  cash,  monthly  instalments,  (nearly  all 

paid, S60,000 

In  stock  of  the  company,        -        -        -     40,000 
In  7  per  cent  bonds  of  the  company,  -      640,000 


i 


Total,      -        f        ...        -         #630,000 
Making  the  total  cost  of  the  road,  exclusive  of 
motive  power  and  equipments,  S768,446  63. 

So  far,  the  work  has  progressed  with  commend- 
able rapidity  ;  the  grading  and  bridging  are  near- 
ly all  completed  ;  the  contractors  have  17  miles  of 
iron,  60  lbs.  to  the  yard,  upon  the  ground,  and  the 
cars  are  running  30  miles  from  the  city  of  India- 
napolis. By  the  first  of  May,  Tipton,  the  county 
seat  of  Tipton  county,  will  be  reached,  a  distance 
of  40  miles  from  the  capital,  and  by  the  first  of 
August,  KoKOMo,  the  county  seat  of  Howard  Co., 
a  ftirther  distance  of  15  miles.     At  this  point  the  i 


road  connects  with  a  branch  railroad  to  Logans 
port,  on  the  Wabash  and  Erie  canal,  and  arsur 
ances  are  given  that  the  whole  line  >vill  be  ready 
for  the  fall  trade  of  the  current  year.  Messrs.  De 
Graff  &  Co.  are  obligated  to  finish  the  road  to  Pe- 
ru by  the  Ist  January,  1854,  but  have  given  as- 
surances of  their  readiness  and  ability  to  da  so  by 
the  first  of  October,  and  that  the  advance  in  iron 
shall  not  in  the  least,  retard  the  fulfilment  of  their 
obligations. 

STOCK   ACCOUNT. 

The  official  statement  of  the  stock  account  on 
the  17th  Feb.,  1853,  showed  a  total  of  8744,666, 
from  which,  deducting  the  cost  of  the  fini.shed  por- 
tion, from  Indianapolis  to  Noblesville,  leaves  the 
sum  of  3616,208.47  applicable  to  the  construction 
of  the  fifty  miles  from  Noblesville  to  Peru.  ' 

In  round  numbers,  the  stock  of  the  company, 
when  the  books  shall  be  finally  closed,  will  reach 
an  aggregate  of  $800,000,  and  the  bonds  of  the 
company,  issued  upon  the  first  and  only  mortgage, 
S600,000.  The  annual  interest  upon  these  bonds 
amounts  to  but  S42,000,  or  about  twice  the  annu- 
al income  on  the  twenty-two  miles  finished  from 


Indianapolis  to  Noblesville.  It  is  a  reasonable  es- 
timate, that  the  net  income  of  the  road  within  tbe 
first  year  after  its  completion,  will  reach  the  sum 
of  one  hundred  thousand  dollars. 

BCSINESS,  PRESENT  AND   PROSPECTIVE. 

The  business  of  the  road  on  the  small  portion 
completed,  for  the  last  year,  has  amounted  to  a- 
bout  fifty  dollars  per  day.  or  some  eighteen  thou- 
sand per  annum  ;  and  this,  too,  when  it  has  form- 
ed no  connection  whatever  at  its  northern  termi- 
nus with  even  an  oi-dinary  stage  route.  But  it  is 
sufficient  to  show  what  may  be  anticipated  when 
the  entire  line  shall  be  finished,  and  a  thorough- 
fare opened  between  Central  Indiana  and  the  sea- 
board. The  products  of  the  richest  agricultural 
region  of  the  state  may  then  be  sent  to  New  York, 
and  the  merchandise  of  the  great  Commercial 
Emporium  returned,  all  the  way  by  water  trans- 
portation, except  this  distance  of  72  miles.  That 
produce  now  seeks  a  Southern  market,  and  the 
trade  to  which  New  York  would  naturally  be  en- 
titled, goes  to  Cincinnati,  New  Orleans,  Pittsburg, 
and  Philadelphia.  Until  the  last  year,  not  one 
merchant  in  ten  of  Central  Indiana  ever  found  his 
way  to  New  York ;  but  it  was  then  found  that 
goods  could  be  transi>orted  cheaper  from  this  city 
to  Indianopolis,  ria  Wabash  and  Erie  canal  and 
the  Terre  Haute  railroad,  than  by  any  other  exist- 
ing route.  And  yet  this  route  is  148  miles  longer 
by  canal,  and  ten  miles  longer  by  riulroad,  than 
the  route  by  way  of  the  Peru  and  Indianapolis 
road.  It  is  evident,  therefore,  that  the  Peru  and 
Indianapolis  railroad  must  do  all  the  heavy  trans- 
portation to  and  from  New  York  and  Indianajwlis, 
and  even  Louisville,  Kentucky. 

From  Indianapolis  to  Peru,  the  route  passes 
through  a  country  of  unsurpassed  fertility,  rapidly 
settling,  and  capable  of  funiishing  a  largo  amount 
of  local  business.  The  valuation  of  taxable  prop- 
erty in  the  counties  through  which  the  road  pass- 
es, increased  in  a  single  year,  from  1860  to  1861, 
more  than  40  jwr  ct.,  and  the  increase  in  popula- 
tion was  nearly  as  rapid. 

RAILROAD  AND  CANAL  CONNECTIONS. 

The  city  of  Indianapolis  is  tbe  railroivd  city  of 
the  West.  From  this  point  roads  are  already  fin- 
ished or  in  i)rogre8s  as  follows : 

The  Bellefontaine  road,  pointing  northeasterly, 
to  Bellefontaine,  Ohio,  completed. 

Jeflersonville,  constructing,  107  miles  to  Louis- 
ville, Ky.,  77  completed. 

The  Richmond  road,  directly  east,  to  Dayton, 
Ohio,  under  contract. 

The  Lawrenceburg  road,  southeasterly,  to  Cin- 
cinnati, under  contract,  and  twenty  miles  complet- 
ed. 

The  Madison  road,  south,  85  miles  to  the  Ohio 
river,  completed. 

The  Tcrre  Haute  road,  southwesterly,  to  the 
Wabash  river,  70  miles  completed ;  and  thence 
through  the  centre  of  Illinois  to  St.  Louis. 

The  Lafayette  road,  northwesterly,  to  the  Wa- 


bash, all  completed. 

The  Peru  and  Indianapolis  road,  north,  70  miles 
to  the  Wabash  river  and  Wabash  and  Erie  canal, 
30  miles  completed. 

Besides  these,  are  projected  a  direct  line  to 
Cincinnati,  another  to  Evansville,  and  still  another 
to  Springfield,  Illinois. 

It  must  be  evident  to  all,  that  a  large  amount  of 
business  must  be  done  over  this  route,  and  that  as 
soon  as  completed  it  will  occupy  a  position  among 
the  most  favored  thoroughfares  in  the  West.  It  is 
the  design  of  the  board  of  directors  to  make  it  in 
construction,  material,  and  every  appointment,  a 
road  of  the  first  class,  which  will  be  a  credit  to  the 
state,  as  well  as  a  matter  of  interest  to  its  stock- 
holders, and  of  benefit  to  the  commercial,  agricul- 
tural and  travelhng  community. 

The  bonds  now  oflfcred  constitute  a  portion  of 
the  First  Mortgage  bonds,  the  ro-od  being  free 
from  all  other  incumbrances  whatever.  But  $300,- 
000  will  be  offered,  the  residue  of  $300,000  being 
withheld  until  the  final  completion  of  the  road. 
E.  W.  H.  Ellis,  President. 

New  York,  March  18,  1863. 
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Investing  Trust  Funds  in  IIailroao  Stock. 

An  important  qnestion  relating  to  this  subject 
has  been  lately  decided  by  Judge  Clark,  I>robat« 
Judge,  at  Manchester,  New  Hampshire.  A  gentle- 
man,  who  was  the  guardian  of  a  minor,  had  pur- 
chased for  tbe  latter,  although  in  his  own  name, 
ten  shares  of  the  Northern  Railway  stock,  at 
$90  per  share.  The  present  price  is  $69  60 
per  share.  The  Judge  held,  that  the  guardian 
could  not,  in  settlement  of  his  accounts,  turn  out 
the  stock  so  purchased,  but  must  be  charged  with 
the  full  amount  with  which  the  stock  was  so  pur- 
chased. 

■  Insufficiency  of  Platforms. 

This  was  the  occasion  of  a  late  verdict  in  Lon- 
don, in  the  case  of  Wilkins  vs.  The  Great  Western 
Railway.  The  plaintiff,  with  a  sm<ill  party  of 
friends,  took  a  2nd  class  car  of  the  train  going 
from  West  Drayton  to  London,  on  Sunday  even-. 
ing,  and  did  not  arrive  in  London,  until  aft«r  dusk. 
A  porter  then  opened  the  door,  and  plaintiff's 
companion  alighted.  But  it  was  necessary  to 
jump  22  inches  to  reach  the  ground,  as  the  train 
bad  passed  the  platform.  The  plaintiff's  foot 
struck  a  nail,  .and  he  was  so  lamed,  that  he  will 
probably  find  it  necessary  for  a  long  time  to  walk 
with  crutches. 

Tbe  judge,  having  submitted  the  question  of 
negligence  to  the  jury,  they  rendered  a  verdict  in 
the  sum  of  £200  for  the  plaintiff. 

Do  Railroad  Companiks  becomf.  Absolute  Own- 
ers OP  Lands  AcauiREO  without  the  consent 
OF  the  Owners'? 

This  is  a  question  which  is  highly  important  in 
some  states,  but  would  hardly  arise  in  New  York. 

The  eighteenth  section  of  the  Railroad  act  pro- 
vides, "  that  upon  the  confirmation  of  the  report 
of  the  commissioners,  appointed  to  estimate  dam- 
ages of  owners  whose  land  is  to  be  appropriated 
by  railway  companies,  the  order  of  confirmation 
must  be  duly  filed ;  and  thereupon,  and  upon  the 
payment  by  the  company,  of  the  sums  to  be  paid 
in  compensation  for  the  land,  and  also  for  costs 
and  expenses,  the  company  shall  be  entitled  to 
enter  upon,  take  possession  of,  and  use  the  said 
land  for  the  purposes  of  its  incorporation,  during 
the  continuance  of  its  corporate  existence ;  and  all 
persons  who  have  been  made  parties  to  the  pro- 
ceedings, shall  be  divested  of  all  right,  estate  and 
interest  in  such  real  estate,  during  the  corporate 
existence  of  the  company,  as  aforesaid :  and  all  real 
estate,  so  acquired  by  any  company  for  the  pur- 
poses of  its  incorporation,  shall  be  deemed  to  be 
acquired  for  tbe  public  use." 

Hence  no  legal  ingenuity  would,  in  our  state, 
suffice  to  show  that  a  railway  company  could  ob- 
tain an  absolute,  foe-simple  property,  in  lands 
acquired  without  consent  of  the  owners.  In  Ae 
case  of  The  Dayton  and  Cincinnati  Short  Line  vs. 
John  Kauffman  and  others,  the  foregoing  question 
has  lately  been  discussed  in  Ohio,  and  tbe  decision 
of  Judge  Warren,  of  tbe  Probate  court,  on  tbe 
subject,  is  well  worthy  of  attention. 

The  case  was  founded  on  a  petition  of  the  com- 
pany, stating  that  it  was  necessarj-  for  them  to 
become  owners  in  fee  of  certain  land,  for  the  pur- 
poses of  their  road,  and  praying  that  a  jury  might 
be  summoned,  in  ordor  to  assess  the  damages  to 
which  the  owners  of  tbe  land  were  entitled. 

This  method  of  proceeding  on  the  part  of  the 
company,  was  conformable  to  the  statute  of  1852, 
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which  was  passed  subsequently  to  the  incorpo- 
ration of  said  company. 

The  defendants  moved  to  qua«h  the  proceeding 
for  various  reasons,  axaoog  which  the  principal 

ones  were : 

1st.  That  the  charter  did  not  authorize  the  com- 
pany to  take  lands  in  fee,  without  the  consent  of 
the  owners. 

2nd.  That  the  company  can  appropriate  lands 
for  purposes  of  locomotion  exclusively,  and  not 
for  depots  and  the  like. 

The  Court  held,  after  hearing  full  arguments  in 
this  case,  that,  although  the  charter  of  the  com- 
pany authorizes  it  "to  use  and  occupy  the  land 
which  it  tekes,  as  fully  as  if  it  had  been  granted 
by  deed" — a  true  construction  of  the  charter  did 
not  confer  upon  the  company  any  fee-simple  in 
the  land  which  they  appropriated  by  authority  of 
their  charter,  but  that  they  merely  gained  the  right 
to  possess  and  use  the  land  for  the  purposes  of 
their  road.  His  Honor  cited,  in  support  of  his 
decision,  a  passage  from  Walford,  on  the  Law  of 
Railroads,  purporting  that  a  charter  is  a  bargain 
between  the  state  and  the  corporators.  The  latter 
can  claim  no  advantage  from  the  contract  not 
clearly  expressed  therein.  If  there  is  any  ambi- 
guity in  the  contract,  allowing  diverse  interpreta- 
tions thereof,  such  an  interpretation  must  be 
adopted,  as  is  most  favorable  to  the  interests  of 
the  public. 

But  the  Court  was  of  opinion  that  the  company 
had  authority  to  acquire  land,  without  the  con- 
sent of  the  owners,  for  other  purposes  than  mere 
locomotion.  They  absolutely  need  car-houses, 
station-houses,  dtc.  Although  the  literal  con- 
struction of  their  charter  would  only  give  them  a 
bare  right  to  construct  a  road,  they  are  also  en- 
dowed with  the  right  to  provide  those  things 
which  are  essential  to  the  utility  of  the  road. 
Words  must  be  construed — so  far  as  can  be  done 
Avithout  doing  them  violence— consistently  with 
the  general  intent  and  meaning  of  those  who  em- 
ploy them. 

The  Court  allowed  the  plaintifiSt  their  option, 
whether  to  amend  their  application  by  waiving 
their  claim  for  the  fee,  or  to  commence  their  pro- 
ceedings anew. 

THE  RULE  OF  DAMAGES  IN  THE  CASE  OP  LAND  TAKEN 

.    .   ^      FOR  RAILROADS. 

In  ttie  case  of -jhe  Alton  and  Sangamon  railroad 
company,  vs.  Wm.  Carpenter,  lately  decided  upon 
appeal  in  the  Supreme  court  of  Illinois,— the  fol- 
lowing rule  was  laid  down : 

In  estimatmg  the  damage  done  to  the  land  by 
the  construction  of  a  railroad,  the  commissioners 
should  deduct  the  advantage  which  they  believe 
the  land  will  derive  from  the  construction  of  said 
road ;  and  in  estimating  such  advantages  they  are 
not  to  be  confined  to  the  advantages  peculiar  to 
the  tract  of  land  which  is  the  immediate  occasion 
of  controversy,  but  are  to  consider  as  such  advan- 
tage, whatever  increased  value  they  believe  the 
land  bears,  beyond  what  they  may  believe  it 
would  bear,  if  the  road  was  not  constructed,  nor 
to  be  constructed  at  all,  and  if  such  increased  va- 
lue is  equal  to  or  greater  than  the  damage  sus- 
tained by  the  owner,  then  the  latter  is  not  enti- 
tled to  any  compensation  from  the  company. 

INFANT  STOCKHOLDERS. 

It  has  been  decided  in  Ireland,  in  the  case  of 
the   Wicklow  and  Ditblin   railroad  company,  vs. 


Black,  that  where  the  gnardian  subscribes  for 
railway  stodc  in  behalf  of  the  latter,  the  proceed- 
ing may,  or  may  not,  bind  the  ward  when  he  be- 
comes of  age. 

The  contract  will  bind  him,  unless  he  disavows 
it  within  a  reasonabln  time  after  reaching  his  ma- 
jority. 

MAY  Railways  be  cndermined  ? 

A  question  of  this  nature  is  now  awaiting  decis- 
ion in  the  English  Court  of  Queen's  Bench,  having 
been  already  discussed  at  Nisi  Prius  before  the 
Lord  Chief  Justice,  who  ruled,  in  effect,  that  al- 
though the  English  Railway  Act  empowers  com- 
panies, under  certain  restrictions,  to  pass  orcr  pub- 
lic highways,  it  docs  by  no  mans  confer  upon 
them  any  exclusive  interest  in  the  soil  for  a  great 
er  distance  below  the  surface  than  is  necessary  for 
the  purposes  of  the  road.  The  case  in  question 
which  is  that  of  Friend,  vs.  the  South  Eastern 
railway  company,  has  been  carried  up  to  the  full 
Bench  on  exceptions  to  the  judges'  charge. 

The  plaintiflf,  Friend,  complained  against  the  de- 
fendants for  an  assault  and  malicious  arrest, 
alleged  to  have  been  conunitted  by  their  direction. 
The  defendants  plead  specially  in  justification. 
The  circumstances  were  as  follows : 

The  plaintiff  was  the  engineer  employed  by  the 
European  and  American  Telegraph  company, 
whose  line  extends  from  London  to  Dover.  Pre- 
viously the  Telegraph  company  had  availed  them- 
selves of  the  Soutli  £<-istem  railway  for  telegraphic 
purposes,  and  had  paid  them  X200  weekly  for  the 
privilege  enjoyed. 

In  order  to  avail  themselves  of  the  authority 
conferred  by  act  of  parliament,  the  Telegraph  Co. 
have  proceeded  to  dig  trenches  of  10  feet  in  depth 
and  three  feet  in  width  in  crossing  railroads,  tak- 
ing, as  they  say,  every  precaution  to  avoid  doing 
any  injury  to  the  road.  They  dug  such  a  trench 
under  the  Canterbury  and  Ashford  branch,  belong- 
ing to  the  defendants,  anc^  it  appeared  that  it  only 
required  twenty  minutes  to  enable  plaintiff  to  car- 
ry through  his  lines,  and  to  restore  the  road  to  its 
original  condition.  The  railway  company,  how- 
ever, protested  against  the  proceeding,  and  had 
the  plaintiff  arrested  and  carried  before  the  mayor 
of  Canterbury  as  a  trespasser.  His  worship  held 
the  accusation  to  be  groundless,  and  dischajged 
Mr.  Friend.  The  present  suit  was  brought  in  form 
to  recover  damages,  but  in  reality  to  test  the 
rights  of  the  parties.  The  jury  accorded  £.50  to 
the  plaintiff. 


MABILITIES. 

The  debts  a*d  liabilities  of  the  com-  | 

monwealtt,   on    the   1st    iostant, 
amounted!  to J 6,686,706  04 

1st.  Scrip  df  1837,  sold  at  sundry 
times  until  1844,  to  pay  for  10,000 
shares  stock  in  the  Westei|i  rail- 
road corp  )ration,  due  in  1897 995,000  00 

2nd.  Scrip  i  isued  in  1849.  IBM,  1861 
and  1852,  to  pay  for  State  Reform 


.school,  pr  son,  new  lunatic  hospi- 
tal, and  State  almshouse*,  due 
1857  to  1(72 \ 400,000  00 

3d.  Scrip  is!  ued  from  1847  ti^  1841 
and  loanel  to  sundry  railrO<id  cor 
porations,  due  1857  to  187!^ 6,049,656  66 

4th.  Scrip  o(  1851,  .sold  to  i^y  tlic 
floating  d'bt  of  1850  and  1|»51,  in 

part ;  due  Jaly  1,  1853 100,000  00 

Temporary   loans,   1852,   beijg   '  - 


__^ ^  for 

deficit  in  ihe  revenue  of  18fel  and 
1852,  not 
Sums  due  frBm  the  trea.«nrv,  «iid  not 


provided  for  ....  i 120,000  00 


called  for 
est  on  N 
1,  1853  . 


From  a  d  'tailed  statement  t>f  the  commerce  of 
the  port  of  Sandusky,  and  othier  places  in  that  dis- 
trict, published  in  a  late  number  of  tiic  Conimei  - 
cial  Register,  we  compile  the;  following  sOatiittics, 
which  show  a  large  increa*}  in  the  business  ».s 
compared  with  1851. 


The  total 
Collectors'  ^atcment 

1852 
1852 


Increase 


1862. 
1851. 


Incrcas  c 


What  will  be  tlie  final  decision  we  cannot  pre- 
dict. 


Vlmaacei  of  Maasaehniettat 

RESOURCES. 

The  total  property  of  the  common-  I 

wealth  on  the  1st  inst.,  amounted 
to 610,851,960 


06 


And  will  be  stated  generally  in  three 
classes  : 

Ist.  The  state  house,  and  other  public 
property,  such  as  hospitals,  arse- 
nals, and  arms,  bridges,  prisons, 
&c.,  being  all  unproductive 1,802,446  02 

2nd.  Bonds  and  mortgages  of  sun-        ,      > 
dry  railroad  corporations,  taken  to  ' 

secure  the  payment  of  scrip  loaned 
them 6,049,656  5C 

3d.  Lands  in  Maine,  Massachusetts 
claim,  railroad  stock  and  scrip,  i 

notes.for lands  in  Maine,  and  other  ' 

^securities,  including  cash  on  hand  3,999,968  48 


1852. 
1851. 


The  total 
were  in 
1852.... 
1861.... 


Increaj  e, 


1852. 
1851. 


1852 
1851 


1852 
1861 


including  flO.OOO  inter- 
&  W.  RR.  due  Jinuar\- 


taaaaerv*  mt  Sapd* 


21,149  48 
36,686,706  04 


imports  of  Sandutky,  as  >hown  by  the 
were  in 


EXPORTS. 


TOTAL    COMMI  RCE 


Increasje  (220  per  cent.), 
imports  of  other 


.  540,896,085 
.    13,917,664 


.  626,978,121 


S18,789,814 

4,756,729 


.614,034,085 

$59,685,899 
18,673,293 


641,012,606 

k>ort8  in  the  district 


64,176,821 

1,411,918 


EXPORTS 


.  62,764,403 


61,2374267 

1,160,163 


IncreasJ ; 677,114 

TOt|l  COMMERCE  OF  (^THER  PORTS. 

\ 65,418,688 

2,672,071 


Increase  (110  per  ct.)..,| 82,841,617 

TOT^L  COMMERCE  OF  "^HE  DISTRICT. 

.  1 666,099,487 

21,246,364 


Increaie  (206 per  ct.) 643,864,123 

It  is  proper  to  state  that  thp  exhibit  of  the  com- 
merce of  Siiodusky,  for  the  y*;ir  1851,  did  not  in- 
clude monef,-  packages  by  express,  which  are  in- 
cluded in  tl>e  current  statement  for  1852. 

It  will  al^  be  seen  by  a  comparison  with  the 
statement  «  1851,  that  there  has  been  a  large  in- 
crease in  1962;  in  the  number  of  marine  arrivals 
and  departures.  In  1852  the  jarrivals  at  this  port 
are  set  dow^  at 8,242 

i,«9e 


Do.  do.  iDlB61. 
Increase... 


1,244 
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^AMSRICAH    RAILROAD    JOURHAIi. 


Departures  in  1862 3,260 

Do.  do.  1861 1,990 

■^  Increase '. 1,260 

Total  arrivals  and  departures  in  1862 6,492 

Do.        do.        do.  do.^JB51 ; 3,998 


Increase  in  1862 . 


.2,494 


Rallroada  In  Vlrsinl*. 

The  Virginia  Times  has  carefully  prepared  the 
following  statement,  showing  the  number  of  miles 
of  railway  now  completed,  or  authorized  by  law 
to  be  built,  in  the  state  of  Virginia :     ' 

Length.  Completed. 


Baltimore  and  Ohio  road 261 

Parkersburg  branch 100 

Winchester  and  Potomac 32 

Manassa's  Gap 130 

Loudoun  and  Hampshire 180 

Fredericksburg  and  Gordonville.  38 

Orange  and  Alexandria 176 

Richmond  and  Fredericksburg. .   76 

Richmond  and  Petersburg 22 

Petersburg  and  Roanoke 60 

Clover  Hill 15 

Appomattox 9 

Greenville  and  Roanoke 21 

Richmond  and  York  river 42 

Central 200 

Covington  and  Ohio 228 

Norfolk  and  Poter.sburg 80 

Southside 122 

Virginia  and  Tennes.see  208 

Cumberland  Gap 116 

New  River 77 

Richmond  and  Danville 147 

Seaboard  and  Roanoke 77 


261 
70 
32 
39 


60 
76 
22 
60 
16 
9 
21 

100 


62 
60 


73 

77 


2,406       1,027 

is    deeply   interested 


Total 

The  commonwealth  is  deeply  mterestea  in 
nearly  all  of  these  works,  and  has  dealt  out  pecu- 
niary aid  to  them  with  a  liberal  hand.  There 
cannot  be  a  rational  doubt,  says  the  Times,  that 
every  mile  of  railroad  authorized  to  be, construct- 
ed, will  be  completed  within  the  next  five  or  six 
years.  We  shall  then  have  a  system  of  internal 
improvements  of  which  any  state  in  the  Union 
might  well  be  proud.  We  may'tlien  boast,  as  a 
New  York  senator  lately  boasted  on  the  floor  of 
congress,  that  our'roads,  if  drawn  out  in  a  straight 
line,  would  [reach  Jft-om'.the  Atlantic  to  the 
Pacific. 


CATTIOIV. 

EAILROAD  COMPANIES  are  CAUTIONED  against  an 
infringement  of  the  Patent  granted  H.  M.  PAINE,  under 
date  of  January  6th,  1862,  "for  excluding  du8t4i,c.,  fW>in  Rail- 
ruad  Care,"  incorporated  in  which  Is  the  following  claim  ; — 
/  insure  ventilation  leilhout  the  anoyance  of  dust,  by  means 
ijftke  reindow  alone,  tcithout  the  addition  ofthf  deflectors. 

We  also,  warn  R.  R.  Companies  against  the  misreproscntii- 
tiiina  of  II.  B.  GOODYEAR,  who  seeks  to  mislead  them  by 
moans  of  Circulars,  Protests  and  Notices  of  C.\utios,&.c. 

Attested  copies  and  drawings  of  GOODYEAR'S  Patents 
s<Mit  gratis. 

N.  B.— Company  KigbU  aold  and  guaranteed  by  this  Com- 
pany as  usual. 

H.  J.  HALB,  S«c'y 
B.  R.  Car  YentilatiDg  Co., 
14«  Broadway. 
New  York,  April  Ist,  1863. 


VIA   RIVER  ST.  LAWRENOE. 
JOHN   ANDERSON) 

FORWARDINO    and    COMMISSION    MERCHAKT,  and 
WAREHOUSEMAN,  Hunts  Wharf,  Quebec. 
Oenernl  Agent  for  receiving  and  forwarding  Railroad  and 
Pin  Iron,  ate. 
April  ist,  1853.  _^__^_^____^__________ 

A    Whitney  &  Son,     . 

rBZZ.ADBX.PHZA,  PA.. 

MANUFACTURERS  of  Chilled  Railroad  WheelB  for  Cars 
and  Locoraotivesi.  Also  furnish  Wheels  fltted  complete 
on  best  English  and  American  Rolled  and  American  H^inmerM 
Ajdea.  1  .   Utf 


The  Troy  Iron  Bridge  Co. 

ARE  prepared  to  erect  Iron  Bridges  or  R00&,  or  any  kind 
of  bearing  trusses,  girders,  or  beams,  to  span  one  thou- 
sand feet  or  under,  of  any  required  strength,  in  any  part  of  the 
country.    Their  bridges  will  be  subjected  to  severe  tests,  and 
can  be  built  for  about  the  price  of  g^ood  wooden  ones.     Address 
BLANCHARD  fc  FELLOWS,  Troy,  N.  Y. 
April  1st,  1853. 

Notlee. 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Oirard  building.  No.  50  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  its  branches,  in  a  superior 
manner.  Having  the  best  artists  and  workmen 
employed,  he  can  freely  warrant  his  work  as  equal 
to  any  in  the  trade. 

Publishers,  civil  engineers,  machinists,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  de[H?iid  on  the  correctiuss  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch 

DAVID  CHILL  AS, 
Apl  Im  60  ■South  Third  street. 


Railroad  Iron. 

THE  undersigned.  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Rails,  of  the 
usual  pattern  and  weights,  to  be  delivered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  ^letals  generally, 
through  the  medium  of  his  friends  in  London. 
For  terms,  apply  to 

JOHN  H.  HICKS, 
April  1,  1863.  'M  Beaver  st. 

Wllkinson^s  " 

EXPLOSIVE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

B4  COURTLAND  ST.,  N.  Y. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are 
similar  to  those  uoed  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  «n  Engine  over  them 
at  any  speed,  will  ciuse  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  ihis  same  cause,  there 
will  be  a  bright  flash,  wnith  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

Thia  wiUbe  found  to  be  one  more  preventive  of  eel- 
lision.  It  is  often  (he  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  be  warned  of  its  danger  by  a  flag 
or  lantern,  and  in  such  instances  they  are  invaluable. 

They  are  impervious  to  water,  and  will  keep  their 
explosive  property  any  number  of  years  They  can 
be  handled  and  carried  with  safety,  it  requiring  a 
heavy  blow  to  explode  them. 

January  20.  1853. 


LITHOGRAPHY. 

I  PUBLISHERS,  Civil  Engineers,  MachinisU,  and  othen  re- 
quiring Lithographs,  plain  or  in  colors,  can  depend  on  the 
lii!;h  finish  of  their  designs,  along  with  promptness  and  dispatch. 

DAVID  CHILLAS, 
60  South  3rd  Street 
.May  1st,  1853.  Philadelphia. 


Wrought  Iron  Wbieels ! 

THE  SUBSCRIBER,  Sole  Agent  in  the  United 
States  for  the  Union  Foundry  in  England,  is 
prepared  to  take  orders  for,  andto  furnish  promptly 
IVrougkt  Iron  Wheels  at  a  low  cost,  of  a  superior 
quality,  for  Railway  Cars.  These  wheels  are  ex- 
tensively used  in  England,  and  are  already  in  use 
ID  sevpral  important  railroads  in  America.  Sam- 
oles  of  them  can  be  seen  at  24  Broadway,  New 
York,  and  9  Liberty  Square,  Boston. 
4t  12  WM.  BAILEY  LANG. 


Dudley  B.  Fuller  &  Co., 

IRON   COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
NBVr  YORK. 


■  sV'Z:'^  ' 


To  Contractors  for  Masonry. 

PROPOSALS  will  be  received  by  the  subscri- 
ber, up  to  April  20th  next,  lor  the  masonry  of 
tour  stone  bridges,  on  the  Philadelphia  and  Read- 
ing Railroad,  as  follows,  viz : 

Falls  Bridge— At  the  Falls  of  Schuylkill,  near 
Philadelphia,  will  consist  of  6  oblique  arches,  with 
square  built  ribs,  of  78feetspan  each,  crossing  the 
Schuylkill  river  and  navigation,  with  an  elevation 
of  roadway  48  feet  above  the  water.  It  will  con- 
tain 10,16(>  perches  of  masonry;  the  piers  and 
abutments  must  be  raised  to  the  springing  line 
during  the  present  season,  and  the  arches  turned, 
and  work  as  nearly  as  possible  finished  in  the  year 
1854. 

Peacock's  Locks  bridge — Is  located  6  miles  above 
the  city  of  Reading,  and  will  consist  of  8  square 
arches  of  63  feet  span  each,  crossing  the  river 
Schuylkill,  and  one  oblique  arch,  with  square  built 
ribs  of  75  feet  span,  crossing  the  Schuylkill  navi- 
gation. The  elevation  of  roadway  is  58feet  above 
the  surface  of  water  in  the  river.  This  bridge  will 
contain  about  10,651  perches  of  masonrv ;  its  piers 
and  abutments  must  be  raised  to  the  springing  line 
during  the  present  season,  and  the  arches  turned, 
and  work  as  nearly  as  possible  finished  in  the  year 
1854. 

Black  Rock  dry  arches — Is  a  structure  intended 
to  increase  the  water  way  cf  Black  rock  bridge, 
near  Phoenizville,  and  will  consist  of  two  square 
arches,  of  50  feet  span  each,  with  a  roadway  ele- 
vation of  23  feet  above  the  ground.  It  will  contain 
about  1450  perches  of  masonry,  andmast  be  finish- 
ed during  the  present  season. 

Fourth  crossing  bridge— Located  near  Orwigs- 
burg  landin?,  is  intended  to  replace  a  wooien 
bridge  recently  destroyed  by  fire,  and  will  consist 
of  4  square  arches,  of  46  feet  span  each,  crossing 
the  river  Schuylkill,  with  a  roadway  elevation  of 
21  feet  above  the  surface  of  the  water.  It  will 
contain  about  400  perches  of  masonry,  and  must 
be  finished  during  the  present  season. 

In  all  the  above  structures,  the  work  must  be  car- 
ried on  so  as  not  tointrrfere  with  the  trade  of  the 
road.  The  railroad  company  will  prepare  the 
foundations,  erect  and  maintain  the  centres,  fur- 
nish the  lime,  sand  and  cement,  and  the  cars  and 
motive  power  necessary  to  transport  the  stone  on 
their  road.  All  other  expenses  connected  with  tht 
masonry  to  be  borne  by  the  contractors. 

Plans  and  specifications  in  detail  may  be  seen 
pt  this  office,  where  all  other  necessary  explana- 
tions will  be  given  to  those  who  wish  to  bid  tor 
the  work.  J.  DUTTON  STEELE. 

Engineer's  office,  P.  &  R.  road,  > 
Pottstown,  Pa.,  March  16,  1853.  ) 


Notice  to  Contractors. 

HANNIBAL  AND  ST.  JOSEPH  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  undersigned,  in  the  city  of  Han- 
nibal, Missouri,  until  the  twentieth  dav  of  April, 
for  the  graduation,  masonry  and  bridging  ot  25 
miles  of  said  road,  extending  west  from  Hannibal. 
Proposals  will  also  be  received  at  our  office,  in 
the  city  of  St.  Joseph,  Missouri,  until  the  tenth  day 
ot  May,  for  the  graduation,  masonry  and  bridging 
of  25  miles  additional,  extending  east  from  St.  Jo- 
seph. The  remainder  of  the  line,  extending  a  dis- 
tance of  over  150  miles,  will  be  placed  under  con- 
tract as  soon  as  the  same  can  be  prepared  by  the 
engineers. 

This  line  embraces  some  very  heavy  ezcavationi 
and  embankments,  and  several  large  bridges. 

Plans,  profiles  and  specifications  will  be  ready 
at  each  place  one  week  previous  to  the  letting. 
DUFF  &,  LEARNED. 
Contractors  H.  and  St.  J.  RR, 


To  Railroad  Co^s,  LoeomotiTC 
Builders  and  Eng^ineers. 

THE  undersigned  having  taken  -he  Agency  of  Ash- 
croft's  Steam  Gauge,  would  r''commend  their 
adoption  by  those  interested.  They  have  been  exten- 
■ively  used  on  Railroads.  Steamers  and  Stationary 
Boi'ers,  where,  from  their  accuracy,  simplicity,  and 
non-liability  to  derangement,  they  have  given  periect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
anly  reliabU  Gauge  yet  introduced. 

CHAS.  W,  COPBLAND, 
Conaulting  Engineer,  64  Broadway. 


^f--v,"-J^f^-^^^^  .^-7 
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To  Contractors. 

PROPOSALS  WILL  be  received  to  the  23d  of 
April  inclusive,  at  the  Engineer  offices  of  the 
Northwestern  Virginia  Railroad  in  Parkersburg, 
West  Union  and  Clarksburg,  for  the  GRADUA- 
TION and  MASONRY  of  about  60  sections,  av- 
eraging 1  mile  each,  of  the  road.  The  work  will 
be  mostly  of  the  lighter  kind,  but  embracing  many 
sections  of  good  size  and  some  bridge  masonry  and 
tunnelling.  There  are  103  sections  upon  the  road, 
of  which  upwards  of  40  are  under  contract.  The 
route  to  and  along  the  line  is  easy — the  Baltimore 
and  Ohio  Railroad,  the  Ohio  River,  and  the  North- 
western Turnpike,  rendering  it  very  accessible  at 
all  points. 

Specifications  will  be  distributed  from  the  offices 
named,  and  also  Irom  Felterman  on  the  Baltimore 
and  Ohio  Railroad,  near  the  east  end  ot  the  line,  on 
and  alter  the  llth  of  April.  Bidders  must  be  well 
recommended,  and  will  state  what  other  work  they 
may  have  in  hand. 

By  order  of  the  President  and  Directors. 

.  BENJ.  H.  LATROBE, 

■'  Chief  Engineer. 

Baltimore,  March  9th,  18&3. 

Notice  to  Contractors. 

Mississippi  and  Atlantic  Railroad,  from  Terre 
Haute  to  St.  Louis  Letting.— Sealed  propo- 
sals, will  be  received  at  the  office  of  the  Company, 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  13th  day  of  May,  1853,  at 
sundown,  for  the  grading  and  masonry  from  Terre 
Haute,  Indiana,  to  Pocahontas.  Illinois,  (1*24  miks) 
and  for  the  bridge  across  the  Wabash  River. 

Propositions  will  also  be  received  until  and  on  the 
15th  day  of  June,  1853  at  sundown,  at  either  of  the 
above  named  offices,  for  the  grading  and  masonry 
from  Pocahontas  to  Caseyville,  (30  miles.) 

Proposals  will  be  preferred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  bere-| 
ceived  and  considered  lor  sections  of  ten,  fifteen  and 
twenty  miles. 

The  Company  reserves  the  right  to  accept  ol 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 
pioper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  for  two  weeks  previous  to  the 
letting.  John  B rough,  Presicent. 

S.  DwiGUT  Eaton,  Engineer. 

Terre  Haute,  Ind.,  March  1,  1853. 


Notice  to  Contractors. 

T^TEW  ORLEANS,  Jackson  and  Great  Northern 
i^  Railroad.— Sealed  proposals  will  be  received 
at  the  office  of  the  company,  No.  45  Carondelet 
street,  New  Orleans,  until  the  eighth  of  April  next, 
for  the  Grading,  Masonry  and  Bridging,  ol  the  re- 
maining part  of  the  first  division  of  the  New 
Orleans,  Jackson,  and  Great  Northern  Railroad 
extending  from  the  line  of  the  state  of  Louisiana  to 
the  city  of  Jackson,  Mississippi,  a  distance  of 
about  95  miles. 

The  route,  generally,  is  through  a  high,  healthy 
pine  country,  which,  with  the  character  of  the 
work,  renders  it  worthy  the  attention  of  northern 
contractors. 

Satisfactory  evidence  ot  ability  will  be  required 
with  proposals. 

Plans  and  profiles  will  be  ready  for  examination 
at  the  Engineer's  office  in  New  Orleans,  and  infor- 
mation regarding  the  line  given  by  the  Assistant 
Engineers,  at  Jackson  and  Gallatin,  after  the  28th 
of  March. 

JAMES  CLARKE,  Chief  Engine«r. 

New  Orleans,  Feb.  28,  1853. 


To  Contractors. 

NIAGARA  FALLS  HYDRAULIC  CANAL. 

SEALED  Proposals  will  be  received  at  the  Office 
of  the  Niagara  Falls  Hydraulic  Company  ai 
Niagara  Falls  until  Wednesday  the  Sixth  day  ol 
April  next  inclusive,  for  ihe  Excavation,  Masonry, 
Bridging,  Gates,  Waste- Weir,  Bulkheads,  Dock- 
ing, &«. 

Plans,  Profiles  and  Specifications  may  be  seen 
at  the  Company's  Office,  at  Niagara  Falls;  also  at 
the  Office  of  the  Hon.  C.  S.  Woodbull,  No.  59 
Ful»on  street,  New  York,  and  Walter  Bryant,  No 
22  Congress  street,  Boston,  Mass. 

The  Company  will  have  a  steam  drilling  machine 
on  the  worn  alter  the  fitteenth  of  March,  to  which 
they  wish  to  call  the  attention  of  Contractors. 

The  Company  reserve  the  right  to  accept  or  re- 
ject any  or  all  of  the  Proposals  as  they  may  con- 
sider for  the  interest  of  the  Company. 

E.  R.  BLACKWELL,  Chief  Engineer, 

m5  3t  Buffalo,  N.  Y. 


CAUTION. 
India-rubber  Car  Spring;s. 

AN  advertisement  having  lately  appeared  in  the 
public  papers,  signed  H.  H.  Day,  claiming  to 
have  received  irom  the  American  Institute,  the  pre- 
mium for  the  best  India-rubber  Car  Spring,  the  sub- 
scribers think  it  well  for  the  satistaction  of  their 
friends  and  those  interested,  as  well  as  for  the  pur 
pose  of  exposing  false  statements,  to  pubUsh  the  fol- 
lowing Diploma,  lately  av  arded  to  F.  M.  RAY,  the 
inventor  of  the  Spring.  The  original  of  which  can 
be  seen  at  the  office  of  the  company,  No.  104  Broad- 
way, New  York. 

Diploma— Awarded  by  the  American  Institute  to 
F.  M.  RAY,  for  '.he  best  India  rubber  Car  Spring. 
A  Gold  Medal  having  been  before  awarded. 
Signed.  JAMES  TALLMADGE, 

Preaiaent. 

N.  Meios,  Recording  Sec'y.  j 

Adonibam  Chandler,  Cor'g.  Sec'y.  ' 

New   York,  Oct.,  1851. 

New  England  Car  Spring  Co.,  No.  104  Broadway, 
New  Yor>. 7tf. 

Uoole,  Staniforth  &  Co., 

MINERVA   WOKKS, 

SHEFFIFLD,  ' 

S»eel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ing  and  Machine  Files ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  descripUon,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  aasottment  of  Steel  from  the  above  Works  con- 
sUnUy  on  hand  by         RICHARD  MAKIN, 
Agent  for  the  ManiLfaciorers, 
43  24  Broadway. 


Brass  Tubes  for  Locomotiye  & 
Marine  Boiiers. 

THE  undersigned,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  Messrs. 
Alien,  Everett  Sl  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  1  hcse 
Tubes  are  found  to  answer  well,  and  are  now  in  most 
eeneral  use  in  England,  they  lastmuch  longer  than 
fron,  and  when  worn  out.  realize  about  half  the  amount 
for  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
MaKh  2d,  1863.  90  Beaver  SU 


FORGINGS. 

A.'3'L^EV^^^^^Ef  i?r2.lT  '^*^°'^'  '^^  ""^ 

GEORGE^  GARDNER  <fe  CO., 

March  9, 186S. 


N  A  YLOR    &    CO., 

nCAIflJFACTURERS  OF  STJBEIi, 

AT  SHEFFIELD,  ENGLAND, 

HAVE  on  hand  at  their  principle  depots. 
No.  99  and  101  John  Street,  New  Yoi 
No.  H  Lil)erty  Square,  Boston, 
No.  11  Commerce  Street,  Philadelphia, 
.^T.'o'Si;*^"^^®'"''''*^^'^''''  SHEAR,  GERMAN  BLISTER 
AND  SPRING  STEEL,  of  different  quaUUes  adapted  t«  the 
various  purposes  for  which  Steel  is  u»ed. 
March,  26, 1863. 


York, 


Pease  &  JMInrphy, 
FULTON    IRON    WORKS, 

FOOT  of  Cherry  St.,  E.  R.    Office,  27  Corlears, 
corner  of  Cherry  st.    Manufacturers  of  Land 
and  Marine  Engines. 
N.  B.^Eiicinet  and  BQilers  repaired.  0tf 


To  Contractors. 


^EaLED  ^rupu»als,  will  be  receivtrt  ai  the  othce 

0  of  theMiysvilleand  Big  Sandy  Railroad  Com- 
pany, in  the  city  of  Maysville,  Kentucky,  until 
Saturday,  April  2nd,  1843,  at  sindown,  foi  Gradu- 
ation and  Masonry  of  Fifty-one  miles  of  the  road, 
between  Mayjsville  and  Springville,  (opposite  Ports- 
mouth,  Obioj)  Plans,  Profiles  and  Specifications 
will  be  ready  lor  inspection  for  two  weeks  before 
the  day  of  leiiing. 

The  line  from  Springville  to  the  mouth  of  Big 
Sandy  river  V>11  be  put  under  contract  as  soon  as 
this  company  receive  reliable  assurance  ot  being 
met  at  that  pi int  by  the  Virginia  Central  Railroad. 
By  <>rder  of  the  Board  of  Directors, 
THOMAS  B.  STEVENSON,  President. 
CHAS.   B.   CHILDE,    Ckitf  Engineer. 
James  A.  Iuee,  Secretary. 
January  80^  i853. 

Fultoik  Car  JMaHufactoryy 

CINCINNATI,  OHIO. 

GEORGE  ILECK  would  respeniuUy  call  the  at- 
tention of  Railroad  Companies  in  the  West  and 
South  to  his  establishment  at  Cincinnati.  His  facil- 
ities for  maniMactunng  are  extensive,  and  the  means 
of  transportation  to  dinerent  points  speedy  and  econ- 
omical. He  is  prepared  to  execute  to  order,  on  short 
notice,  Eight-Wheeled  Passenger  Cars  of  the  most  su- 
perior description.  Open  and  Coveied  Freignt  Cars, 
Pour  or  Eight-wheel  Crank  ano  Lever  Hand  Cars, 

1  rucks.  Wheels  and  Axles,  and  Railroad  Work  gen- 
erally. 

Cincinnati,  Ohio,  February  9,  1853. 


Ktna  Safety  JPuse.         j 

THIS  superior  articla  for  igniting  the  charge  in  wet 
or  dry  blasting,  made  with  DCPONT'S  bestpow- 
der,  is  kept  for  sale  at  the  office  and  depot  of 

RBYNOL.DS  it  BROTHER,  j 

X^So.e  Manufacturtr»,^i 
No.  85  Liberty  St. 
NEW  YORK. 
And  in  the  principal  cities  and  towns  in  the  U.  States. 
l>  The  Premium   of  the  AMERICAN  INSTI- 
TUTE WAS  awarded  to  the  Etna  Sqftty  fhut  at  the 
(ate  Fair  heldi  n  this  city. 

NovnTN*»»  <,   IR49.  j  ly 

Cferard  Raltton, 

21  TOKElN  HOUSE  YAM),  LONDON, 

OF^KBS    HIS    BXaVICBS   rOK   TMC 

PURCHASE  AND  SALE  OF 
AMCRtCAN    SCCURITLES, 

COLLECTION  OF  DIVIDKNDsi,  ' 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Cliairs,  or 

lany  kind  of  Machinery. 

I     REFERENCES:  '■ 

Menrs  Painter,  McKillop,  Dent  A  Co.,  Londok. 

"        Oeonge  Peat^^^dy  dt  Co,  London. 

"        Curtis,  Bouve  &  Co,  Boston.  i 

Richard  Irvin,  E*q.,  New  York. 
Robert  Ralston,  Esq  ,  Philadelphia. 
C  C.  Jamieaon.  Esq.,  B&liimote. 
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Vir^lMklk  Locomotive  and  Car 
I      Works. 

Wolfe  Street  ind  River  Potomac,  Alexandria.  Va. 
SMITH  |St    PERKINS,   Proprietors. 

MANUFACTURS 

Locomotive  Engines  and  Tenders. 

Marine  and  Sutionary  Engines  and  Boilers. 

Chilled  Car  Wheels  and  Axlei^ 

Patent  Chiljed  and  Wrought  Slip-lire. 

Machinery  knd  Castings  generally. 

The  undersigned  having  erected  very  extensive 
shops,  and  pr(>cured  the  most  modem  machinery 
and  tools,  are  |)repared  to  execute  orders  lor  Loco- 
motive Engines,  Cars,  and  Machinery  of  all  kinflb, 
with  despatch^  and  on  the  most  favorable  terms 
R.  C.  SMITH, 
LA  t»of  the  Alexandria  Iron  Works. 
'        TILA.TCHER  PERKINS       ' 
Late  Master  oi  Machinery  on  the  Bait,  dt  0  &!a. " 

July.aa,  — 


18H 
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AMERICAN    RAIIiROAD    JOURKAIj. 


RAILROAD   CONTRACTS. 


THE  MOBILE  AND  OHIO  RAILROAD  CO. 

HEBKBT  OFFER  FOR  CONTRACT  THR 

GRADUATION,  MASONRY  AND  BRIDGING 

OF  67  mites  more  of  their  road  in  North  Missis- 
sippi, extending  from  the  North  line  of  Chick- 
asaw County,  to  the  Tennessee  State  Line,  and 
passing  throagh  Itawamba  and  Tishamingo  Coun- 
ties. 

Alto,  118i  miles  more  of  said  road  In  the  western 
District  ol  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
neuee  on  and  after  the  ist  of  March,  and  in  Missis- 
sippi on  and  after  25th  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  received  under  seal,  and  contracts 
made  at  the  following  times  and  places,  to  wit : 

March  10th  to  19th  inclusive,  at  Trenton,  for  Line 
through  Abion  and  Gibson  Counties. 

March  20ih  to  30th,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and  McNai- 
ry  counties. 

April  5th  to  15th,  inclusive,  at  Carrolville,  Tisha- 
mingo county,  Miss.,  for  line  through  Ita- 
wamba and  Tishamingo  counties. 

Profiles  can  be  seen,  and  other  information  ob- 
tained, as  follows :— After  Ist  of  March :     , 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  of  Mr.  Stevens,  Engineer. 
And  after  25th  March, 

At  Carrolville,  of  the  Resident  Engineer. 

Some  portions  of  the  1851  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  poinu  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  temperate  and  sa- 
lubrious climate. 

-      JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 

New  York.  January  28. 1853. 


PATENT 
LiocomotlTe    Steam   Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &.  Lowell, 
Fall  Kiver,  Vt.  Valley,  Vt.  and  Mass.,  Old  Colony, 
New  York  and  New  Haven,  Providence,  Hartford 
and  Fishkill.  Western,  Mass.,  New  York  and  Erie, 
Boston  and  Worcester,  Connecticut  Biver.  Worcester 
and  Providsnce,  Cham  plain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  sale  by 

BRIDGES  db  BROTHER,  Agts., 
64  Courtland  St.  Kew  York. 
January  20, 1863. 

IRON. 
Pierson  &  Co.. 

84  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manuiactured  for  LOCOMOTI VE  and  CAR  BUILD- 
ERS, and  RAILROAD  MACHINE  SHOPS ;  al«>. 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks.  Axles,  Tires  and  Tire  Bars,  of 
he  B.  O.  LOWMOOR,  and  other  approved  niakes, 
mport«d  10  orWr  on  tlM  moatfitTontDW  t«niw. 


Tbe  American  Railroad  Chair 
Manufarturlng  Co. 

IN  POUaHKEEPSUS,  N.  Y., 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

Bv  use  of  the  Wbouoht  Ibon  Chaib,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ol  the 
chair  heine  set,  by  means  of  a  sledge  or  hammer, 
close  and  nrmly  to  the  flanee  of  the  rail. 

The  less  thickness  of  metd  necessary  In  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  Ibon  Chaibs. 

Our  Chair«  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  bv 
nutchinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chaira  are  in  use  on  the  following  Roads,  viz: 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buffalo  and  Rochester,       Tioga,  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,       Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretwy, 
Poughkeepaie,  If.  Y. 

January  1, 1663. 


IMPROVED  SAFETY  FUSE. 

THIS  superior  article,  manufactured  of  the  best  material, 
for  igniting:  the  charge  when  l>la8tiiig,  U  kept  for  sale  in 
any  quantity  by 

BRIDGES  A^  BROTHER, 

64  COVRTIiANO  STREET, 

NEW     YORK* 


1.  USf  IS  &  ttis, 

SHEFFIELD,  EIVGLAND, 

raannfocturen  of 

WARRANTED  Caat  Steel  of  superior  quality  for  Tools. 
Machinery  and  En(;ineering  purposes.  Single  and 
Double  Shear,  Blister,  German,  Spring  and  Sheet  Steel  of  every 
description ;  also,  Cast  Steel  Files  of  high  reputation,  specially 
adapted  for  the  use  of  Machinists,  and  Saws  and  £dge  Tools  ot 
all  kinds. 


Corporate  mark 


USB 


CHAS.  CONORSTB,  Agent, 
58  Maiden- lane.  Mew  Tetk. 
Stocks  of  the  above  goods  constantly  on  hand. 
January  12, 1863. 


Railroad  Iron. 

3000 


tons  per  month,  for  sale  by 


IStf 


NAYLOR  A.  CO., 
99  *  101  Joba  St. 


Lightner's  Patent  Axle  Boxes, 

•       FOR  RAILROAD  CARS- 

THE  attention  of  those  en^ged  in  buildup  and  using  Rail- 
road Cars  is  called  to  tbM 

-   Patent  Axle  Box,    ' 

As  possessing  numerous  advantages  over  all  otttem,  among 
which  we  enumerate  the  following  :— 

l«t  The  original  cost  is  much  less. 

2nd.  It  saves  seventy-five  per  cent  in  oil. 

Srd.  No  dust  can  gain  access  to  the  journals, 

4Ui.  It  prevents  all  possibility  of"  hitating.'' 

5th.  Oars  flimiahed  witli  them  run  much  easier,  and  require 
le»s  power  to  move  them. 

0th.  Its  construction  is  simple — not  liable  to  become  loose 
by  service,  and  allows  a  fre«  inspection  of  the  Joumale  and 
boxes. 

7th.  The  bearings  of  an  eight  wheel  LOADED  car,  can  be  re- 
moved from  tlie  journals  while  under  tbe  car,  and  returned  in 
loss  than  half  an  hour,  by  ONE  man. 

8th.  The  trucks  and  wheels  are  f^ee  fkt>m  oil  and  dirt, 
usually  seen  on  Railroad  Cars. 

The  following  Testimonials  are  submitted  :— 

This  certides  that  I  have  l>ecn  particular  in  comparing  and 
testing  the  Patent  iMxes  of  John  Lightiier,  for  one  year,  with 
the  various  other  boxes  in  use  upon  the  Old  Colony  Railruad. 
I  do  not  hesitate  in  pronouncing  Mr.  LightneHs  boxes  &r 
superior  in  every  respect  to  any  other  boxes  in  use.  We  find 
the  consumption  of  oil  to  be  but  one  quart  per  month  for  each 
eight  wheel  car ;  this  being  the  quantity  with  which  they  are 
replenished  regularly  once  a  month.  The  Journal  and  oil  is 
perfectly  secure  from  dust,  and  after  one  year's  hard  service, 
the  composition  l>oxes  or  liearings  exhibit  no  apparent  wear. 
I  think  the  bearings  will  run  three  times  the  distance  in 
Mghtner's  that  they  will  iu  any  other  box  in  use ;  besides,  the 
cars  are  not  detained  from  the  road  for  repairs  of  boxes. 

The  bearings  may  be  removed  from  the  Journals  of  an  eight 
wheel  car,  examined  and  returned  to  their  places,  by  one  man, 
occupying  but  twenty  minutes,  which  would  require  two  men, 
half  a  day,  with  the  common  boxes  in  use  in  New  England. 

For  economy  and  convenience,  Mr.  Lightner's  patent  axle 
boxes  excel  any  thing  which  has  hitherto  l>een  applied  to  Rail- 
way Cars. 

Signed,  PAGE  U>TKJOT, 

Supt.  Car  Building  and  Repairs  Old  Colony  R.  R.  Co. 

I  fully  concur  in  the  opinions  above  expressed,  having 
llioroughly  tested  the  merits  of  J.  Lightner's  patent  boxes 
upon  tenders  of  Locomotives  of  the  Old  Colony  Railroad. 

S.  M.  CUMMING^, 
Supt.  Motive  Power  Old  Colony  Railroad. 

OrriCB  or  tbs  Fitchbctro  and  Wobckstsr  R.  R.  ^ 
Vitchburg,  June  2nd,  1862.         \ 

Mr.  Jouji  LiOBTSKii, 

Dear  Sir,— Your  Patent  Axle  Box  has  been  in  use  upon  our 
(tailruad  durin;;  t^e  last  year  and  has  given  entire  satisfaction. 
We  tind  our  Engines  and  Cars  require  much  less  power  to 
move  them,  than  others  not  (Uniibhed  with  this  box,  and  ttie 
saving  in  oil  is  very  great. 

Our  freight  Cars  nm  upon  connecting  roads,  and  are  some- 
times beyond  our  control ;  thercforo  as  a  matter  of  safety,  we 
have  the  boxes  examined  once  a  month,  and  oiled  if  necessary, 
tbe  quantity  of  oil  required  is  small. 

Our  Passenger  and  Baggage  Cars,  which  are  in  constant  use, 
run  nine  hundred  miles  jier  week.  We  Qad  it  necessary  to  oil 
them  only  once  in  three  montha.  In  one  or  two  instances, 
they  Itave  run  more  than  sixteen  thousand  miles,  without  being 
oil«id  or  miataiiiiig  any  iiuury. 

Yours  Respectfblly, 

IVERS  PHILLIPS,  Presufenf. 

Tie  subscriber,  begs  leave  to  suggest  to  all  Railroad  Corpo- 
rations  (new  or  old)  the  imjiortance  of  an  EARLY  application 
.)f  this  valuable  improvement,  to  their  NEW  CARS,  WHILE 
IN  PROCESS  OF  CONSTRUCTION  ;  as  thereby  much  delen- 
ion  of  cars,  and  great  expense  will  be  ayoidod. 

Models  and  Testimony  of  the  above  Boxes,  may  be  examined, 
ind  arrangements  may  be  made  for  the  Right  to  use  the  kame, 
with  the  subscriber. 

WM.  SHERBURNE. 

Pkiscipal  Aoext, 
Office,  No.  167  Broadway,  New  York. 
March  26.  lf?M. 

HAMMERED  CAR, 

AND 

LOOOKOTZVa  AZLSe, 

FROm  TBB  rSNOOTD  ZBON  WORX8. 

THE  Sub8crit>ers  are  prepared  to  manufacture  the  above  of 
the  very  BEST  materials  and  with  promptness. 

Address  A.  t  P.  ROBERT!', 
Office,  No.  80  1-2  Walnut  St.,  Philadelphia. 
March  20, 1863. 


FOR  SALE. 

rpWO  Sixty  Horae  Power  Steam  Engines,  with 
X  eight  boilers,  suitable  for  Blast  Famaee, 
Pumping,  or  Mmi/ng:  formerly  tised  by  the  Sttte 
of  PennsTlTania  on  the  Schoylkill  Inclined  Plane, 
near  Philadelphia,  (where  they  may  now  be  seeD.) 
Applyto  A.  &  J.  ROBERTS, 
Ko.  80|  Walnm  Street,  PhiUdelptua. 


•^•^^•.J-.l'-  ■". 
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Notieete  Contractors. 

Office  N.  O.,  Op«iioobab  &  Gheat 
WesTiaK  Railroad  Co., 
iVw  Orleans,  March  5tA,  1853. 

SEALED  PROPOSALS  will  be  received  at 
this  office,  until  the  lOih  of  May  next,  lor  the 
coDstrnction  of  that  portion  of  the  road  between 
Bayou  Lafourche  and  Berwick's  Bay,  a  distance 
of  31  miles  ;  also  Irom  Berwick's  Bay  to  Wash- 
ington, 92  miles,  including  a  branch  road  of  18 
miles.  Proposals  will  be  made  for  the  entire  com- 
pletion of  the  road,  (except  furnishing  iron.) 

References  of  ability,  and  security,  will  be  re- 
quired. 

Plans  and  specifications  of  the  work  to  be  seen 
at  this  office,  after  the  lOth. of  April. 

JAMES  G.  GIBBES,  Chief  Engineer. 


Locomotiye  Engines. 

DANFORTH,  COOK  &  CO., 

HAVING  erected  an  extensive  Shop,  with  the  most  ap- 
proved Machinery  and  Toota,  are  prepared  to  execute 
orders  for  the  various  classes  of  Frcigrht  and  Passenger  Loco- 
motive Kngines  and  Tenders,  in  the  best  manner  and  on  the 
most  favorable  terms.  .    •.■    * 

Also,  Stationary  Enffincs,  and  the  various  Tools  suitable  for 
furnishing:  Repair  Shops. 

The  biislnoss  of  Machine  making,  heretofore  carried  on  by 
Charles  Danforth  &.  Co.,  is  continuc<l  by  the  present  firm,  and 
all  orders  will  receive  prompt  attention.  Iy49 


BOITLIIVO  TIRE  BAJtS. 

40  Best  Flange  Bars  6  l-2iS  inches,  11  feet  lone. 
40  "  6 1-2x2      "         7  feet  8  in.  long. 

40     "    Vh*        "     6x2  "       11  Itet  long. 

40  "  «x2  «•         T  feet  8  in.  long. 

Mow  in  store  and  for  sale  by 

KATUOND  &  rULLERTON, 
45  OUff  street 


Iron,  Steel  and  Hardware. 

H.  ii  J.  SOPZZITS, 
93  h  96  Barclay  St, 


XMPORTERS  OF  ENGLISH  and  REFINED  IRON  of  the 
I  BEST  BRANDS,  suitable  for  LOCOMOTIVS  and  CAB 
BUILDERS'  use. 

Also,  Cast,  Spring  and  Oennan  Steel,  of  all  sizes— together 
with  a  ftiU  assortment  of  Hardware— Contractors  and  Black- 
■miths'  Tools,  Chains,  etc.,  which  we  offer  at  the  lowest  rates. 

'March  8. 1868. 

Buffalo  Car  Works. 

TOWN8END  &  COIT,  Proprietors. 

'TTrE  are  now  erecting  an  extensive  Establishment  for  the 
VV  manuftcture  of  Railroad  Cars,  which  will  be  fUmisbed 
with  all  the  conveniences  known  to  the  business,  and  ready  for 
operation  by  the  Ist  day  of  June  next,  at  which  time  we  will 
be  ready  to  execute  orders  for  Baggage,  Box,  Platform  and 
Cattle  Oten,  of  the  most  approved  style  and  finish.  Meantime 
we  arc  prepared  to  make  contracts  for  work  to  be  furnished 
during  the  summer  and  fall. 

TOWNSEND  li,  COIT,  BuflSUo. 
Vabniary  23, 1863. 


Alton,  Mt«  Carmel  and  New 
Albany  Railroad. 

NOTICE  is  hereby  given,  that  there  are  no 
Bonds  of  this  company  in  circulation,  as  the 
books  of  this  company  will  testify  that  no  bonds 
have  ever  been  issued  or  authorized. 

And,  as  all  the  stock  formerly  subscribed  on  the 
books  of  this  company  was,  on  the  4th  and  18th  of, 
December,  1852.  sold  by  the  sheriff,  under  ezecu* 
tions  issuing  from  the  Circuit  Court  of  Edwards 
cooBty,  Illinois,  aad  was  by  the  purchasers  at  such 
sales,  or  by  their  assignees,  surrendered  to  the 
present  board  o(  directors,  on  the  29th  of  January, 
1853 :  All  Cert\/icaUt  of  Stock  bearing  date  previous 
to  that  time  are  worthless. 

It  having  been  reported,  that  bonds  and  certifi- 
cates of  stock  of  this  company  have  been  offered 
for  sale  or  pledge  by  parties  formerly  connected 
with  this  eompany,  the  board  have  thought  it  right 
thtt»U>  put  the  public  od  their  guard. 

P.  B.  THOMPSON, 
i^i'-^y  ^;^         Prest.  Ml.  a  4-  N.  A.  R.R.  Co. 
SAittrcL  Thompsok,  M.  D., 

M«ch  7th,  18W.    I  -  ^    rr- '  Xmia 


A.  Wbltney  8l  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  ChiUed  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  fumi*h  Wheels 
fitted  complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  31tf 


RAILROAD  CAR 

AND  COACH  TRIiVlIflllVC^S* 

DMreiiiv*  St^  Nixon, 

AMD 

IB  mmttl  STSEET,  I 

IlVlPfi^RTERS 

OF  PLAIN  AND  PiOURED  MOHAIIt  FLUSH; 

VHnted  and  ITnent  do;  da  entirely  naw  dodgns ; 
ALSO  GERMAN  Oil  CLOTHS  FOB  HBAD  LOnNGS, 

Enameled  with  Oold  and  SQver  and  Velret  Printed. 
0Cf>The8e  Headings  are  die  moit  beautiful  ever  abown, 
naving  been  nude  ezfffcssly  for  American  Can. 
D.  5e  N.  are  sole  Agents. 

ALSO,  PATENT  PARIS  COTTON  FELT. 

Oq^  This  is  a  patented  article,  makes  a  better  and  more 
desirable  cushion  than  hair ;  retains  its  elasticity 
longer,  and  is  free  from  vermin. 

It  is  being  extensively  used  by  Car  and  Omnibus 
builders,  and  is  sold  at  about  half  the  price  of 
curled  hair. 

ALSO,  BROOATBLLES  and  MOQXTETTa 

AJLSO,  CVBLiED  HAIR. 

N.  B.— We  have  the  IHasfa  aad  Linings  m  iomd 

Domsanis  *  Nixoif . 

MoTember.  1862 


SIMEON  DRAPER,  No.  46  Finest.,  offers  for  sale,  a  variety 
of  RAILROAD  BONDS  and  STOCKS  ;  also  CITY,  TOWN 
and  COUNTY  BONDS,  among  which  are— 

1st  Mortgage  Convertible  Bonds : 

Payable  in 
7  per  ct— Buffalo,  Coming  and  New  York 

R.  R. New  York,  1867 

T  per  ct.— Western  Vormont  R.  R "      1861-71 

7  per  ct. — Colunibus,  Piqua  and  Indiana.  .  .        "  1862 

7  per  ct. — Catawissa,  Williamsport  and  Erie.        "  1867 

8  per  ct — Peoria  and  Oquawka "  1863 

6  per  ct — Maysville  and  Lexington "  1870 

6  perct— Dauphin  and  Saequebanna  Coal  Co.        "  1877 

1st  Mortgage  Bonds : 

per  ct — Coming  &  Bloesburg "  1873 

per  ct— Buffalo  and  New  York  City "  1866 

per  ct— Mansfield  and  Sandusky "  1860 

per  ct — Toledo,  Norwalk  and  Cleveland.  .  "  1861 

per  ct — Vermont  Valley "  1861 

per  ct— New  Jersey  Central "  1860-70 

per  ct. — Brunswick  Canal  Co "  1867 

per  ct— Troy  and  Bennington. Troy,  N.Y.  1862 

Also,  second  Mortgage  bonds  of  many  of  the  above  companies, 
and— 
per  ct— Saratoga  and  Washington  E.  B. New  York,  1862 

per  ct — Troy  and  Boston "  1864 

per  ct — Muscogee  Railroad Savannah,  1862 

per  ct— Huron  and  Oxford. New  York,  1862 

10  per  ct— Mansfield  and  Sandudiy  R.  B.  Ca        "      1855-57 
per  ct— Township  of  Portland,  Ohio.  ...        "  1862 

per  ct — City  of  Dayton,  Oliio,  guaranteed  by 

Mad  River  R.  B "  1861 

10  per  ct.— City  of  Keokuk,  Iowa. Keokuk,  1863 

per  ct — Town  of  Huron,  Erie  county,  Ohio.     Huron,    1861 

per  ct— Town  of  Newark,  O New  York,  1860 

per  ct — City  of  Sandusky,  convertible  into 

JuncUon  B.  B.  Stock. 

per  ct— State  of  California.  .  .  i 

per  ct — Mortgage    bonds  of  the  AUantic 

Steamship  Co 

12  per  ct— Improveraeut  Scrip  of  the  State  of 
Wisconsin  for   improvement  of 

Fox  River "  1862 

Butland  and  Whitehall  Stock,  with  guarantee  of  7  per  cent 
dividend  by  Saratoga  and  Washington  Railroad. 
Stock  in  the  Western  Vermont  B.  B.  Co. 
Stock  m  the  Mad  River  B.  B.  Co. 
Stock  in  the  Buffalo,  Coming  and  New  York  B.  B.  Co. 
Slock  in  tbe  Mansfield  and  Sandusky  B.  B.  Co. 
Stock  in  the  Now  York  and  Virginia  Mail  Steamship 
Company,  paying  20  per  cent  dividends. 


"  1866 

"      1862-72 

"  1856 


ABB,  BODB,  BAin>  IBON,  etc.,  for  sale  by 

oaoBQi  GAKDinB  jt  ca, 

a^lM.  Boston,  Masa 


To  Surreyors  and  Engineers. 

A  MAN  of  science,  and  thoroughly  acquainted 
with  surveying  and  civil  engineering,  wi&hes 
a  situation  with  sooie  good  practical  eDgioeer. 
Address  «'H.W.,"  this  office.  3M3^ 


To  Railroad  Companies,  Car 
Builders,  MaehlnisUf,   etc. 

SINGER,  HARTMAN  &  CO., 
SHEFFIELD  IRON   AND  STEEL  WORKS, 

j     PITTSBURG,  Pa. 
Warebonsel  No«.  U9  Water,  and  140  Front  ats. 

HAVING  Coinpleted  their  armoeemenu  for  man- 
ufacturiAg  Car  and  Locoaouve  Axles,  Pistoo 
Hods,  Wrought  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  are  prepared  to  oiier  inducements  aa  to  qual- 
ity and  price.    They  also  manu&cture 
Boiler  Plate  and  Rivets, 
Railroad  and  Boat  Spikea, 
Car  and  Ldcomove  Springs, 

"  !*•  Spring  Steel, 

Solid  Box  Vices,  etc.,  etc.  lBt7* 


Tbe  Cold  Spring  Iron  Worlu 

INCORPORATED  IN  184a 

IN  the  Towh  of  Otis,  County  Berkshire,  Massachu- 
setts, maniufactures  CAR  AXLES,  and  all  kinds 
of  WROUGAT  iron  used  in  the  manofaciure  of 
LOCOMOTiyES  and  CARS  ;  also,  BAR  IRON  of 
ah  descriptioiis.  Particular  attention  is  paid  to  the 
manufacture  ^f  CAR  AXLES,  and  the  Works  being 
situated  in  a  region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  areexcluatvely  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equal, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  Thfey  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  ahapl  be  promptly  attended  to :  and  execut- 
ed on  terms  a^  advantageous  as  can  be  had  elsewhere. 

Thev  refer  k» — 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 
road, Salem.  Mass. 
A.  T.  Peirce,  lEsq.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osbom^  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  Weihwell,  Car  BuUder,  "  " 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass. 
r,  GEO.  W  PRESCOTT.  Sup't, 


f' 


November  12,  1852. 


Oliss,  Mass. 


Toledo,  Norwalk  and  Cleye- 

Oland  Railroad. 
PEN  throagh,  completing  the  last  Unk  in  the  chain 
of  Railroads  between  New  York,  Boston,  PUla- 
delphia,  Baltiaiore,  Washington  City  and  Chicago. 

jC^^^  On  and  after  Monday,  February  7, 

^^WK    18S3,  Passenger  Trains  will  run 

oaily  (Sundayb  excepted)  as  foUovrs : 

Leave  Toledo  at  9  A.  M.  and  10  P.  M. 
Leave  Cleveland  at  9.20  A.  M.  and  9  P.  M. 
1      CONNECTING 

At  Toledo  wiih  trains  of  Michigan  Southern  Rail- 
road, for  Chicago  and  the  West. 

At  Bellevue  wtith  trains  of  Mad  River  and  Lake  Erie 
Road,  for  Sandusky  City,  Dayton,  indianapohs, 
Cinciunafi,  e<c. 

At  Monroeville  with  Mansfield  and  Sandusky  City 
Road,  for  Sandusky  CJity,  Sbelby  Junction,  Co- 
lumbus,  Newark  and  ZanesvUle. 

At  Grafton  with  Cleveland.  Columbus  and  Cincinna- 
ti Road,  for  Shelby  Junction,  Columbus  and 
Cincinnati. 

At  Cleve  an  i  With  Lake  Shore  Koad,  via  Dunkirk, 
for  New  York  and  Boston,  via  Buffalo,  for  New 
York  and  Albany  and  lor  Western  Road  and  Bos- 
ton, withi  Cleveland  and  nttsburg  Road  for 
Pittsburg,  Wheeling,  Philaodphia,  Baltimore,  4( 
Wa8hingt4»n  Ciiy. 

E.  B.  PHILLIPS,  Sup't. 
Office  T.,N.  &  C.  R.  R.,  i 
Norwalk,  O.,  (Feb.  2  1863.  ( 


Iron  for  Maeiiinists. 

THE  SUBSCRIBERS, 

IMPORTERS  AND   DBALERS  IN 

IRON  AND  STEEL, 

HAVE  constantly  on  hand  a  good  assortment  of 
Iron  and  iSteel,  expressly  adapted  to  the  use  of 

LOCOMOlllVE  AND  CAR  BUILDERS, 

AND    MACHINISTS    OENERjtLLY. 
I           ELLIOTT  &,  HOLDEN. 
Feb.  16, 1861 90  Beakman  at,  N.  T. 


Fire  Bricks. 

SCOTCH  Patent— for  sale  in  loU  to  stiit  purcha*. 
era,  by        |  G.  O.  ROBERTSON, 

1135  Water  street,  oomer  of  Fine, 
Novembw  18L 1612.  tiww  Ywk,      / 


I 


i 
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AMBRICAir    RAltROAb    JOtTRMAL. 


CARHART'S    IMPROVED    TURNTABLE. 


Mt^fk 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weisfht,  is  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  exanaination  by  those  Railroad  Coropanie.s 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, anless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly $1,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  farther  particulars. 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen- 
tral  Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  PitU- 
burgh  R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.J.  Conover,  Esq.,  Chiei  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 
^  Fig.  3,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Trass,  with 
the  mode  of  rearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  lim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  tracks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nat  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  farther  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14,  1853.         i 


LOW  MOOR  AXLES, 


A  SUPERIOR  Article  (or  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
L  ANu,  9  Liberty  Square,  Boston,  and  24  Broadway, 


New  York. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchssmg  Rich 
ardson's  Patent  Oil  Cups,  or  therignt  to  use  the  same, 
except  of  the  undersigned,  Proprietor  of  the  Patent, 
or  or  tome  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westminster,  Vt.,  will 
be  proravUv  attended  to.  E.  DaWOLF,  Jr. 

Oeui,im.     if* 


To  Sng^ineers,  Arcliitects  and 
Draaghtsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  professions,  that  he  has  con- 
stantly on  hand  a  great  variety  of  Instruments  for 
Held  and  Office  use.  JAS.  PRENTICE. 

Feb  9  18S3.  3l5  Broadway,  N.  T. 


Kailroad  Iron. 

THE  undersigned  Agent  for  the  roanufactureis,  is 
prepared  to  contract  for  T  Rails,  of  the  usual 
pattern  and  weights,  to  be  delivered  on  board  ship  in 
Wales,  or  at  this  port. 
For  terms,  apply  to  JOHN  H.  HICKS, 

90  Beever  at. 
\  March  2d,  18(3.  j 


Wm.  Swinbnme, 

LOCOMOTIVE  ENGINE  BUILDER,  Paterson, 
N.  J.,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc.  6tif 

Kmpp^s  Pmssian 

CAST  stji:i:l   axles. 

THESE  Axles  have  ne>er  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be- 
fore their  use  biecomes  universal  1 

THOS.  PROSSER  &  SON, 
Sole  Agents,  28  Piatt  ml,  New  York. 
N«w  York,  Feb.  7. 1863. 
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Saturday,  April  9,  1853. 

HeiNT  Tork  and  Brie  RaOraad. 

We  have  shown  in  the  lat«  numbers  of  the  Jour- 
lud  what  the  Erie  raih-oad  has  been.  We  now  pro- 
pose to  show  what,  under  good  management,  it  is 
capable  of  becoming.  We  believe  the  era  of  such 
management  has  commenced.  If  so,  our  object 
has  been  accomplished.  A  good  beginning  has 
certainly  been  made.  The  company  have  called 
to  their  aid  the  services  of  a  competent  person,  to 
exerc  ise  a  general  supervision  of  affairs.  The 
necessity  and  propriety  of  submitting  a  report  of 
their  doings  has  been  acknowledged.  To  have 
been  instrumental  in  awakening  the  company  to  a 
consciousness  of  the  reckless  and  headlong  career 
they  have  been  pursuing,  and  the  necessity  of  re- 
form, is  something.  But  everything  cannot  be  done 
in  a  day.  To  prepare  an  intelligible  report  of  the 
situation  of  the  company's  affairs  will  require  time ; 
to  ascertain  the  amount  yet  needed  to  complete 
the  road,  and  to  effect  the  needed  reforms  in  its 
management  and  internal  economy,  a  still  longer 
period.  A  move  in  the  right  direction  has  been 
made.  We  are  willing  to  wait  a  reasonable  time 
to  see  whether  it  will  go  to  the  root  of  the  matter ; 
whether  it  will  effect  a  radical  change  in  the  poli- 
cy that  has  been  pursued.    We  assume  that  the 


reform  will  be  a  complete  one ;  and  we  now  pro- 
pose to  show  what,  under  proper  management,  the 
Erie  road  is  capable  of  doing,  both  for  its  owners 
and  the  public. 

The  Eric  railroad  is  (by  way  of  Piemiont)  470 
mile  long.  It  is  safe  to  say  that  it  commands  the 
trade  of  a  belt  of  country  extending  30  miles  upon 
either  side  of  its  line.  This  would  give  an  area  of 
28,000  square  miles  of  territory,  for  which  this 
road  not  only  furnishes  the  best  outlet  to  a  market, 
but  the  appropriatt'  line  of  communication  be- 
tween the  different  sections  of  this  widely  extend- 
ed territorj-. 

The  whole  of  this  territory  will  compare  favor- 
ably, for  excellence  of  soil  and  climate,  and  in  ex- 
tent of  production  and  resources,  with  an  average 
of  an  equal  area  selected  from  any  other  portion 
of  the  country.  The  Delaware  division  of  about 
100  miles  in  length,  runs  through  a  poor  and  com- 
paratively unproductive  country,  but  even  this 
supplies  a  large  traffic  in  lumber,  and  its  agricul- 
tural productions  are  steadily  increasing.  But  the 
poverty  of  tMs,  is  made  up  by  the  fertility  of  the 
country  bordering  other  portions  of  its  line.  Or- 
ange county,  traversed  by  the  eastern  portion  of 
the  road,  is  celebrated  for  its  fertility  and  produc- 
tiveness. That  portion  of  the  State  watered  by 
the  beautiful  Susquehanna,  and  from  which  the 


and  in  imparting  general  activity  to  every  kind  of 
business.  But  the  effects  that  this  road  will  pro- 
duce, are  only  just  begun  to  be  ^cn.  What  they 
will  be,  may  le  inferred  from  wHat  the  Erie  canal 
and  the  BuflSd  )  and  Albany  railroads  have  ef^ted 
in  central  New  York.  These  w<^rks  have  built  up 
a  constant  succession  of  thriving  towns  and  cities, 
from  the  Hudson  to  Lake  Eriei  The  Erie  road 
will  accomplis  \i  the  same  results^  along  the  south- 
ern boundary  of  the  state.  'I'hose  towns,  the 
product  of  the  railroad,  will  in  t^e  supply  it  with 
an  increased,  iiud  a  more  lucrative  business,  than 
that  directly  f  irnisbed  by  an  agricultural  commu- 
nity. The  nad,  in  fact,  wil^  create  a  busi- 
ness for  itself,  the  extent  of  'which  cannot  be 
known,  or  even  estimated,  until  the  road  shall 
have  had  time  to  work  out  sonv]  of  the  legitimate 
results  of  its  onstJTiction. 

Another  important  fact  in  favcjrof  the  Erie  road, 
which  must  acd  largely  to  its  ^^venues  and  im- 
portance, but  from  which  it  h^s  yet  derived  no 
advantage,  is  its  proximity  to  !  the  Pennsylvania 
coal  fields.  F  or  nearly  200  mites,  it  skirts  almost 
the  very  edge  of  these  fields.  Already  two  late- 
ral branches, .  ust  completed,  coinect  the  Erie  road 
with  two  of  t!  e  most  importani;  of  the  coal  de- 
posits— the  an  :.hracitc  mines  of!  the  Lackawanna 
valley,  and  th<  bituminous,  at  Blbssburgh.    Others 


road  must  always  draw  the  larger  part  of  its  busi-  are  in  progre  ss  toward  the  coal  beds  lying  still 
ness,  is  hardly  surpassed  for  excellence  of  soil  and ,  nearer  to  t  le  lake.  The^  coal  beds  are 
climate,  by  any  section  of  the  countrj'.  In  fact,  associated  w  th  an  abimdande  of  iron  ore. 
the  entire  territory,  traversed  by  the  road,  after !  For  both  of  thsse,  as  well  as  for  the  manufactured 
the  Susquehanna  valley  is  reached,  to  Lake  Erie, | article,  the  Erie  road  will  afford  a  direct  outlet  to 
possesses  an  excellent  soil,  which  may  be  made; the  lake,  on  tlie  one  hand,  and  the  Hudson  river, 


capable  of  producing  to  almost  any  extent.  A 
greater  portion  of  this  territory  is  still  covered 
with  primitive  forests,  but  these  converted  into 
lumber,  for  which  there  is  a  constant  demand  in 
New  York,  at  the  highest  rates,  will  in  fact  yield, 
while  in  the  process  of  being  cleared  from  the  soil, 
an  equally  large  and  lucrative  traffic,  as  the  pro- 
ducts to  which  they  are  fast  giving  place. 

To  this  vast  region,  with  all  its  variety  of  pro- 
ductions, the  Erie  road  is  the  appropriate  outlet 
to  market.  Its  isolated  position  has  retarded  its 
settlement,  and  checked  the  development  of  its 
wealth.  The  Erie  road  has  akeady  exerted 
wonderful  influence  in  promoting  its  settlement, 
in  stimulating  the  deyelepment  of   its  wealth, 


on  the  other — as  well  as  to  the  ntmierous  and 
thriving  cities  scattered  over  central  and  western 
New  York.  Numerous  manufatturing  establish- 
ments most  sp-ing  up  on  the  line  of  a  road,  where 
every  kind  of  ijaw  material  used  iTor  manufacturing 
purposes  and  Ibod,  is  so  abundaat,  both  to  meet  a 
domestic  or  home  demand,  an^  for  exportation. 
The  proximity'  of  the  Erie  rdad  to  the  coal 
and  iron  fielqs  of  Pennsylvania,  we  regard  as  oC 
the  highest  im^rtance  to  its  fu^re  prosperity. 

The  passengjer  traffic  on  the  trie  road,  is  very 
large,  and  is  rapidly  increasing,  both  from  the 
stimulus  impajted  to  every  kind  of  business,  and 
the  rigidly  indreasing  population  on  the  line  of  the 
road,  the  follolring  statement  shows  the  popol*. 
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tion  of  the  counties  in  New  York  and  Pennsylva- 
nia, the  passenger  traffic  may  be  said  to  be  mon- 
opolized by  this  road,  viz  : 


Counties. 


NEW    YORK.  M  .■ 

Pop.  IStb.  Do.  1850. 


Orange 50,782 

Sullivan 16,630 

Delaware 36,364 

Broome 22,348 

Chemung 20,731 

Chenango 40,779 

Cortland 24,66& 

Tioga :.. 20,351 

Tompkins 38,lia 

Steuben 46,985 

Alleghany 30,286 

Cattaraugus 28,303 

Chatauque 47,641 


57,164 
26,090 
39,871 
80,660 
28,964 
40,313 
26,068 
26,384 
38j749 
63,785 
37,600 
38,910 
60,624 


Total.! 421,268 


492.173 
421,268 


Increase . 


70,906 


PENN.STLVANIA.  | 

Pop.  1850.  Do.  1846. 
3,832 


Counties. 

Pike :  5,876 

Wayne 21,911 

Susquehanna 26,691 

Bradford 42,797 

Tioga 24,162 

Potter 6,962 

McKean 5,254 

Warren 13,670 

Erie i. 38,717 


11,848 

21,196 

32,769 

15,498 

3,871 

2,995 

9,278 

31.334 


Total 186,030    132,098 

Total  population  in  both  states  now  depen- 
dent upon  the  Erie  railroad 677,223 

We  think  the  Erie  is  better  adapted  to  command 
a  larger  through  traffic  in  passengers  than  freight 
Our  opinion  is  that  the  Erie  canal  will  always  con- 
tinue to  be  the  great  caqjjer  of  goods  between  the 
east  and  the  west.  Not  so  with  passengers.  All 
this  business  is  thrown  upon  railroad.  There 
can  be  no  doubt  that  the  Erie  road  can  command 
a  fair  proportion  of  this  trade,  against  all  rivalry 
or  competition,  and  at  paying  rates. 

The  earnings  from  passengers  upon  the  Massa- 
chusetts railroads  for  the  year  1862  were, 
S8,641,795,  or  nearly  four  dollars  to  each  inhabit- 
ant in  the  state.  The  same  average  would  give 
the  Erie  an  income  of  S2,600,000  from  local  passen- 
ger traffic,  to  say  nothing  of  the  immense  tide  of 
•western  travel  thrown  upon  the  road  at  its  west- 
ern terminus. 

As  already  stated,  the  resources  of  t^ie  country 
traversed  by  the  Erie  railroad,  are  hardly  begun 
to  be  developed.  The  population,  by  the  census 
of  1860,  was  only  21  to  the  square  mile,  while  the 
rest  of  the  State  averaged  68.  The  same  ratio 
•would  give  more  than  2,000,000  of  people,  where 
we  now  find  only  677,223.  There  can  be  no  doubt 
that  the  population  in  this  territory  will  increase 
rapidly,  till  the  above  mark  is  not  only  reached 
but  exceeded,  and  with  this  increase  the  tendency 
and  abiliiy  to  travel  will  increase  in  much  greater 
ratio. 

We  have  touched  upon  some  of  the  local  (tiud  which 
are  the  more  important — sources  of  present  and 
prospective  revenue  to  this  road.  It  is  equally 
well  adapted  as  any  similar  work,  to  become  one 
of  the  leading  avenues  of  trade  between  the 
ocean  and  the  west.  It  extends  in  an  unbroken 
line,  and  uhder  one  management,  from  the  harbor 
of  New  York  to  the  great  lakes,  which  present  a 
navigable  water  line  extending  1600  miles  be- 
yond it4  western  terminus.    Theso  lakes  mo  £wt 


becoming  the  great  theatre  of  western  trade ;  and 
all  the  avenues  between  them  and  tide  water,  are, 
and  will  for  an  indefinite  period  be,  crowded  to 
thdir  utmost  capacity.  The  Erie  road  receives, 
and  must  always  receive,  a  very  large  trade  from 
its  lake  terminus.  This  trade,  to  be  sure,  Is  com- 
peted for  by  rival  works,  which  fact  has  a  tendency 
to  reduce  the  rates  of  transportation ;  but  it  is 
stni  sufficient  remunerative  to  yield  a  handsome 
revenue. 

Such  is  a  brief  view  of  some  of  thcraoi-e  impor- 
tant sources  of  revenue  of  the  Erie  road.     There 
can  bfe  no  d6iibt  of  fti*  capacity  to  command  a 
traffic  fully  equal  to  the  ability  of  a  double  track 
road.     The  earnings  of  the  past  year  fully  proves 
thisfact.  We  have  no  idea  that  the  net  earnings  were 
whalthey  were  claimedto  be,yetwebelivethatun- 
deraproper8ystemofmanagementthey  can  be  made 
to  exceed  this  sum.     The  immense  business  that 
the  road  is  doing  may  be  made  a  lucrative  one. — 
It  is  daily  and  rapidly  increasing,  while  with  a 
better  system,  and  an  improved  road,  and  equip- 
ment and  double  track,  which  is  progressing  rapid- 
ly, the  expense  should  be  diminishing ;  and  although 
a  large  sum  is  yet  required  to  complete  the  work, 
we  see  no  reasons  to  suppose  that  the  earnings  of 
the  road  will  not  meet  the  interest  on   its  bonds 
and  floating  debt  as  it  falls  due  ;  whether  future 
devidends  can  be  paid   from    earnings,    are  not 
by  any  means  so  clear.    We  can  only  determine 
this  point  by  applying  to  it  those  general  principles, 
which  are  the  results  of  cases  similar  to  the  one 
before  us,  we  assume  that  at  least  the  sum  repre- 
sented by  the  capital  stock,  say  10,000,000,  has 
been  hst  in  construction.      Now,    we  have    in 
every  part  of  the  country  and  in  this  state,  roads 
cheaply  and  economically  built  and   managed, 
the  owners  of  which  are  content  with  six  or  seven 
per  cent  interest.     Upon  such  roads  prices  are  so 
graduated  as  to  yield  the  above  rat«  of  earnings. 
These  roads  not  only  set  a  tstandard  of  charges 
which  other  roads  must  adopt,  but  are  the  direct 
rivals  for  their  business.    The  road  that  lias  made 
heavy  losses  must  always  feel  those  losses  in  its 
devidends,  no  matter  how  large  its  gross  results, 
nor  how  far  removed  from  the  competition  of  oth- 
er roads.    The  weak  spot  will  always  come  out. 
The  losses  sustained  from  whatever  cause  can 
rarely  be  replaced  from  earnings.    These  earnings 
have  to  be  spread  over  a  wider  surface,  but  with  a 
thinner  coating,  such  are  the  results  of  experience, 
though  our  companies  are  often  unwilling  to  admit 
the  fact.     They  cannot  waste  their  means  and 
have  them  at  the  same  time.     Every  cent  lost  in 
construction  is  felt  in  dividends,  and  where  a  road 
has  lost  10  or  16,000,000,  we  see  no  reason  for  sup- 
posing that  a  dividend  can  be  earned  upon  as 
large  a  sum,  unless  a  road  possesses  extraordinary 
advantages.    Such  will  be  the  result  with  the  Erie 
as  far  as  its  stock  is  concerned.     The  frightful 
hiatus  in  its  capital  account,  will  in  the  end  "re- 
turn to  plague  its  inventors." 

The  main  thing  can  yet  be  accomplised.  The 
credit  of  the  company,  as  fkras  its  indebtedness  is 
concerned,  can  be  maintained  inviolate.  But  to 
do  this  inunedlate  and  thorough  reform  is  neces- 
sary. A  right  system  of  economy  must  be  intro- 
duced. Notwithstanding  the  immense  business  of 
this  road,  it  is  proved  by  the  returns  of  this  com- 
pany to  the  Legislature,  that  they  charge  and  receivt 
considerable  less  from  similar  services,  than  th« 


average  of  our  roads.  The  receipts  per  mile,  per 
passengers,  or  per  ton  of  freight,  were  only  1.84 
cts.,  while  it  is  generally  estimated  that  two  cents 
per  n^e  is  as  low  as  ordinary  freight  or  passengers 
can  be  cwried,  with  a  reasonable  profit.  This 
fact  shows  the  necessity  of  observing  economy  in 
the  management  of  this  road,  for  it  is  only  by  do- 
ing so  any  considerable  profits  can  be  realized 
To  restore  confidence  In  the  road,  there  must 
not  only  be  thorough  reform  in  its  management, 
but  the  public  must  henceforward  know  what  this 
management  is.  They  must  know  for  what  ob- 
jects money  is  wanted,  and,  when  received,  wheth- 
er it  has  been  properly  or  improperly  expended. 
They  must  know  by  what  authority  the  directors 
lease,  purchase,  or  take  stock  in  other  roads,  or 
borrow  money,  without  the  action  or  consent  of 
the  stockholders.  They  must  see  whether  the  di- 
rectors have  made  good  or  unconscionable  bar- 
gains in  their  contracts  for  grading,  for  the  pur- 
chase of  iron,  etc.,  etc.  They  must  see  the  acts,  (or 
the  purpose  of  determining  the  competency  of  the 
directors  for  the  places  they  hold. 

Full  and  lucid  statements,  as  to  all  these,  and  a 
thousand  other  matters,  perhaps  equally  import- 
ant, must  be  laid  before  them.  In  fine,  reports 
must,  for  the  future,  be  made  annually  to  the 
stockholders,  with  a  fullness  of  detail,  and  accu- 
racy of  information,  and  got  up  in  a  style,  suited  to 
the  magnitude  of  this  great  work.  We  must 
have  no  such  reports  or  explanations  as  have  been 
given,  which  only  show  that  the  true  condition  of 
the  company's  affairs  are  concealed.  The  public 
have  yet  to  know,  and  must  kno^o  what  has  become 
of  the  money  which  the  company  has  received,  and 
why  the  often  repeated  estimates  have  been  so  in- 
variably exceeded.  The  ordinary  responsibilities 
of  managers  of  railroads  can  be  shuffled  aside  and 
avoided  by  the  directors  of  this  company  no  long- 
er. It  is  the  creditors  of  this  company  that  have 
now  taken  up  this  inquiry,  and  they  will  be  put  off 
with  nothing  but  an  answer. 

The  reforms  we  have  indicated,  we  believe  Mr. 
McAIpine  will  carry  out.  He  certainly  •will,  if  he 
can  be  allowed  to  have  his  own  way.  After  pre- 
sent abuses  are  corrected,  the  first  step  should  be 
to  ascertain  the  sum  necessary  to  cwip^/e  the  road. 
This  done,  and  the  money  provided,  let  the  con- 
struction accoimt  be  closed.  Let  repairs  be  charged 
to  earnings,  and  then  the  company  will  begin  to 
know  where  they  stand.  Until  the  road  is  com- 
pleted, or  till  it  can  be  ascertained  what  it  is  actu- 
ally earning,  no  cash  dividends  should  be  paid. 
Sinking  and  reserve  funds,  should  be  created  out 
of  the  earnings,  which  should  always  take  prece- 
dence of  dividends.  If  such  reforms  as  these  are 
undertaken  and  carried  out,  the  credit  of  the  com- 
pany, at  least,  will  be  preserved  intact ;  and  such 
reforms  must,  and  we  are  confident,  vriU  be  achieved. 


Oirard  Railroad. 

The  Columbus  Times  states  that  there  are,  at 
this  time,  five  hundred  and  fifty  hands  at  work 
between  Qirard  and  Colbert,  a  distance  of  twenty- 
two  and  a  half  miles.  The  bridging  and  super- 
structure are  contracted  for  by  energetic  and  re- 
sponsible men.  Much  of  the  grading  is  ah:«ady 
completed,  and  it  is  believed  all  of  the  twenty-two 
and  a  half  miles  will  be  in  running  order  by  next 
winter.  Contracts  are  now  being  made  for  the 
grading  to  Union  springs,  Macon  county,  a  dis- 
tance of  fifty-two  miles. 
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Peoria  and  Oquawka  Railroad. — A  meeting  of 
the  directors  of  the  Peoria  and  Oquawka  railroad 
company  was  held  at  Knoxville  on  Saturday  last. 
A  delegation  from  the  Logansport  and  Pacific  rail- 
road company  was  present,  and  articles  of  associ- 
ation were  entered  into  between  the  two  companies, 
agreeing  upon  a  connection  of  the  two  roads  at  the 
state  line. 

It  is  understood  that  the  Indiana  company  are 
to  extend  and  complete  their  road  from  Logans- 
port  to  Middleport,  in  this  state,  as  soon  as  prac- 
ticable. 

We  understand,  also,  that  favorable  proposals 
are  offered  by  eastern  companies,  for  the  extension 
of  the  Peoria  and  Oquawka  railroad  ca.stward  from 
Peoria,  to  open  a  communication  with  Toledo,  Cin- 
cinnati, Pittsburgh,  and  the  eastern  cities,  by  way 
of  Logansport. — Peoria  News. 

Mayavllle  aMd  Ijexlngton  Rallroadt 

The  Maysville  and  Lexington  railroad  company, 
(says  the  Maysville  Eagle,)  have  made  a  contract 
with  Mr.  Currier,  a  well  known,  energetic  con- 
tractor, for  laying  the  superstructure  of  their  road. 
By  the  contract,  he  is  to  commence  laying  the 
rails  between  Lexington  and  Paris  in  ^lay,  and 
have  that  portion  of  the  road  ready  for  the  cars 
early  in  Julj*.  Another  portion  of  the  road  will  be 
in  operation  in  September  or  October,  and  the 
whole  next  spring.  All  the  iron  and  machinery 
necessary  have  been  already  purchased.  The 
force  now  employed  in  grading  is  very  heavy,  and 
the  whole  work  is  progressing  with  great  vigor 
and  rapidity, 

Pennaylraiila  Railroad. 

Sixth  Annlal  Report. 

The  board  of  directors  of  the  Pennsylvania  rail- 
road company,  in  returning  their  tmst  into  the 
hands  of  the  stockholders,  embrace  the  occasion 
to  congratulate  them  upon  having  opened,  on  the 
10th  ultimo,  a  continuous  railroad  from  Philadel- 
phia to  Pittsburgh. 

This  important  object  has  been  effected  within 
the  short  space  of  five  years  from  the  beginning 
of  active  operations  east  of  the  Allegheny  moun- 
tains, and  two  and  three-fourths  years  from  their 
re-commencement  west  of  that  barrier— <»  very 
small  amount  of  grading  having  been  previously 
done  near  Pittsburgh. 

The  Portage  railroad — over  which  we  exercise 
no  control — at  present  forms  a  part  of  this  conti- 
nuous line,  and  it  is  still  obstracted  by  seven  in- 
clined planes.  The  inconvenience  and  delays 
attending  the  passage  of  these,  have  given  to  the 
route  through  Pennsylvania  a  character,  that  has 
not  impressed  itself  favorably  upon  the  traveller. 

Notwithstanding  these  objections  to  the  route, 
it  has  afforded  the  means  of  maintaining  a  reason- 
able competition  with  its  rivals,  for  the  trade  and 
travel  between  the  east  and  west — drawing  to 
Philadelphia  a  transportation,  which,  but  for  the 
construction  of  the  Pennsylvania  railroad,  would 
now  reach  the  seaboard  over  the  avenues  opened 
by  other  cities. 

The  business  of  the  road  during  the  last  year, 
unsatisfactory  as  the  character  of  the  line  seemed 
to  be,  has  nevertheless  reached  the  large  sum  of 
.•51,943,827  81,  greatly  exceeding  the  expectations 
of  the  board  at  its  commencement.  The  nett 
profits  of  the  company  from  this  source  have  been 
S617,026  87 — leaving  a  surplus,  afler  paying  the 
interest  due  to  stockholders  and  others,  of  S40  - 
018  66. 

From  the  report  of  the  chief  engineer,  the 
board  entertain  the  hope,  that  the  obstructions 
which  at  present  prevent  the  Pennsylvania  road 
from  becoming  the  best  and  most  popular  avenue 
of  travel  between  the  east  and  the  west,  will  be 
removed  during  the  ensuing  autumn.  The  diffi- 
culties upon  it  have  recently  been  greatly  reduced 
by  the  avoidance  of  three  out  of  the  ten  inclined 
planes,  heretofore  used  on  the  Portage  road,  which 
has  insured  to  the  operations  of  that  work  increased 
regularity  in  the  arrival  of  our  trains. 

No  efforts  have  been  spared  to  press  forward  the 
grading  now  in  progress,  to  «Toid  the  remaining 


Nett  rever  ue 
From  this  deduc  inte- 
rest paid  and  <  ue  to 
stockhpldei-s  it  1852 
And  interest  paid  on 
loans, mortgag<  s,  and 
ground  rents . 


Leaving  a  net  in<  ome,  after  paymett 
of  whole  intcr4st L 


planes.  Every  point,  where  the  character  of  the 
work  would  probably  cause  a  delay  in  its  execu- 
tion, has  been  fully  manned,  and  a  continued 
supply  of  laborers  will  be  maintained,  by  for- 
warding them  from  Philadelphia,  as  heretofore, 
without  charge. 

The  board,  on  entering  upon  the  performance  of 
their  duties  in  Febrn  :  y  last,  found  that  contracts 
for  the  construction  o.  the  road  had  been  made, 
which,  added  to  the  amount  necessary  to  render 
the  whole  outlay  prcructive,  involved  the  expen- 
diture of  the  further  sum  of  four  millions  of  dol- 
lars, while  the  means  available  to  meet  the  con 
tracts  entered  into  h;ul  become  exhausted. 

The  policy  which  dictated  the  creation  of  these 
obligations  was  eminently  judicious,  and  it  is  only 

to  be  regretted,  that  the  company  Artrf  not  boldly 
met  the  financial  question  involved,  a  year  earlier. 
Without  the  construction  of  the  mountain  divi- 
sion, for  which  they  had  been  incun-ed,  an  equal 
competition  for  the  trade  of  the  west  with  other 
routes,  would  have  been  a  hopeless  effort.  With 
it,  we  can  present  the  dcst  thoroughfave  between 
the  Atlantic  and  the  Mississippi. 

Under  these  circumstances,  the  only  question 
that  the  board  felt  that  they  had  to  decide,  was,  in 
what  m<anner  the  means  could  be  best  obtained,  to 
secure  the  earliest  praclicable  completion  of  the  irhole 
road.  A  suspension  of  the  work  coufd  not  be 
thought  of 

The  city  of  Philadelphia,  and  the  district  of  the 
Northern  Liberties,  having  made  conditional  sub- 
scriptions, amounting  together  to  the  sum  of  one 
million  of  dollars,  which  required  a  further  sum  of 
S283,000  to  be  subscribed  on  the  part  of  individ- 
uals to  make  it  available  ;  a  call  was  made  upon 
the  stockholders  and  citizens  generally  to  aid  in 
raising  this  amount,  which  was  promptly  and  suc- 
cessfully responded  to.  The  amount  thus  raised, 
added  to  the  large  receipts  from  the  business  of 
the  road,  and  the  proceeds  of  the  municipal  sub- 
scription, afforded  relief  from  pressing  demands 
upon  the  treasury,  but  fell  far  short  of  the  sum 
required  to  meet  the  wants  of  the  company,  and  to 
insure  the  uninterrupted  prosecution  of  the  work 
that  had  been  commenced. 

From  the  efforts  made  by  members  of  the  board 
and  those  who  co-operated  with  them,  to  raise  the 
limited  amount  of  stock  required  to  effect  the 
object  already  mentioned,  they  were  convinced  of 
the  utter  hopelessness  of  securing  in  time,  by 
similar  means,  the  sum  necessary  to  meet  the  de- 
mands upon  the  treasury.  The  period  when 
active  exertions  might  have  secured  the  accom- 
plishment of  the  cherished  policy  of  the  company, 
had  been  suffered  to  pass. 

While  the  board  was  satisfied  of  the  necessity  of 
adopting,  under  the  circumstances,  the  alternative 
of  a  loan,  they  declined  to  carry  their  views  into 
effect  without  the  concurrence  of  the  stockholders. 
This  was  accordingly  asked,  and  resulted  in  re- 
ceiving their  sanction,  by  a  vote  of  134,680  to 
754. 

A  loan  of  five  millions  of  dollars  was  authorized, 
and  the  amotmt  (three  millions)  required  to  com- 
plete a  single  track  road  from  Harrisburgh  to 
Pittsburgh,  including  outfit,  &c.,  was  disposed  ofj 

on  favorable  terms,  to  parties  whose  character  was  <pjjg  resources  "bf  "the' 
a  fuU  guarantee  to  the  company  of  their  compli-  companv  suted  above 
ance  with  their  oner,  under  any  and   all  changes  '^-   •    - 

in  the  financial  condition  of  the  country.  The 
early  completion  of  the  road  was  the  great  object 
desired  by  the  board ;  and  this  has  l>een  secured 
beyond  a  contingency  by  the  policy  adopted,  and 
the  arrangements  made  under  it. 

From  the  statement  of  the  treasurer, 

herewith  submitted,  it  will  be  seen 

that  the  receipts  from  stockholders, 

in  payment  of  instalments  on  200,- 

000  shares  subscribed  to  the  cap- 
ital stock  of  the  company,  was,  on 

the  thirty-first  day  of  December 

last 89,768,156  00 

The  receipts   from  the    $3,000,000 

loan,  to  same  date 1,906,666  67 


The  report  of  4he  superintendent 
which  is  also  smbmitt^,  accompt^ 
nied  by  a  nuniber  of  valuable  t^ 
bles,  exhibiting  in  detail  the  ope- 
rations of  his  fdepartment,  shonjs 
the  whole  buiiness  of  the  roa^l 
during  the  year  1852,  to  havebeeb  1,943,827 

And  the  expense!  incurred  in  trans- 
acting this  bu  siness  on  the  Penn- 
sylvania railrcad  and  connectin|^ 
lines,  including  stage  fare,  boo^t 
hire,  &c.,  durii  g  the  same  perioi^.  1,326,801 


81 


94 
617,026  87 


S540,810  i  0 


36.196  4l 


677,007  81 
$40,018  66 


Rcsi  urres  of  the  Compt  vv. 
Balance  of  recei  >ts.  as  above...,  . .      S40,018  66 
The  receipts  fro  n  stockholders,  and 

loans,  to  Jam  ary  1st,  as  alreac  y 

stated,  was ' 1.11,674,821  67 

There  is  yet  dm  from  stockholdG4s, 

in  payment  of  instalments J .      231,846  00 

And  from  the  purchasers  of  the  rhA:e 

million  loan,  it  eluding  premium,  \ .    1,189,383  33 
Five  thousand  s  lares  of  the  capitial 

stock  of  the  01  io  and  Pennsylvaifia 

railroad  compa  ly ,  upon  which  the^ 

has  been  paid  ." j .       137,600  00 

Therehas  been  ii vested  in  materials 

for  working  t  le   road,   consistiig  ' 

of  wood,  lum  >er,  cross-ties,  iroii,  ] 

steel,  pig  metil,  wheels,  casting,  i- 

oil,  cotton,   wHsto,   &c.,  on  ha»d 


January  Isi,  1863 


Total  resources  or  constructing  and 

working  road 13,366,308 

The  disbursemeits  and  advances  on 


In  As  •  •  •  •   •  •  *  I 

Interest  accouni,  Dec. 

31st,  1851,  was 

Ohio  and  Penn.  railroad 

stock 


!• 


81,690  00 
66 


account  of  roj  id  and  outfit,  up  jto 
December  31s(,  1862,  I 

310,618,072  ^1 

241,671  j)7 

137,600  00 


-10,897,243  58 


Leaving  this  asiount  to  work  liie 
road,  and  meet  the  obligations  \  of 
the  company  \ii  1863 ^ .  2,468,064 

There  will  be  required  to  settle  unad- 
justed claim*  for  work  on  the 
western  division,  and  to  complete 
a  single  track  road  across  the  Alle- 
gheny mountains 1,221,000 


98 


Leaving  A  balance  of. 


Total ......11,674,821  67 


includes  the  stock  of 

the  Penn.  &  Ohio  RR. 

Co.,  which  it  lis  not  ^ 

proposed  to  disuse  of, 

amoimting  to  4 $137,600 

And  materuds  oh  hand,  I 

which  will  be  c^nsom-  ' 

ed  in  working  the  road 

and  building  cars .... 
Additional     materials 

required  for  saime  ob- 
ject during  1843,  say 
Yet  due  on  Otilo  and 

Penn,RR,  stodk  .... 


00 

1,287,064  98 


81,640 


)00 


loo 


40,000)00 
112,400  loo 


Leaving  availabte  for  Indiana  branch 
and  increased  outfit ^.    $865,424 


371,640  00 
98 


u 
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The  expenditure  of  this  balance  would  close  our 
outlays — except  for  the  increased  outtit  required 
to  meet  a  continually  increasing  business — if  the 
demands  for  transportation  facilities  had  not 
warned  the  board  of  the  necessity  of  providing  at 
once  an  additional  track,  throughout  the  whole 
extent  of  the  real,  for  the  accommodation  of  the 
Taat  amount^  of  produce  that  is  already  pressed 
upon  the  company  for  conveyance  to  market.  The 
extension  of  the  several  avenues  diverging  from 
the  western  end  of  the  road,  into  every  portion  of 
the  west — seemed  too  pl^nly  to  point  out  the 
necessity  of  this  measure,  to  allow  the  board  to 
hesitate  as  to  its  adoption. 

They  accordingly  directed  their  chief  engineer, 
as  soon  as  the  tinancial  arrangements  of  the  com- 
pany justided  the  undert;\Jjii)g,  to  proceed  at  once 
to  widen  the  graduation  of  the  road-bed,  for  the 
additional  track,  and  to  contract  for  twenty  thou- 
sand tons  of  iron  rails — suthcient  for  four-fifths 
of  the  line  between  Hanisburg  and  Pittsburg. 

The  additional  grading  required  is  now  in  pro- 
gress, and  the  iron  has  been  ccmtracted  for  at  fifty- 
six  dollars  and  filly  cents  per  ton,  with  the  well 
known  firm  of  Reeves,  Abbott  &  Co.,  of  this  city, 
who  have  furnished  nearly  all  the  rails  h^etofore 
laid  upon  the  road,  of  a  quality  that  has  given 
general  satisiiiction. 

It  is  the  intention  of  the  board  to  double  the 
road — from  Harrisburg  to  the  Susquehanna  bridge 
— from  Millerstown  to  Lewistown — from  Altoona 
to  Johnstown — and  from  Latrobe  to  Pittsburg — 
during  this  year,  if  practicable ;  and  the  remainder 
of  the  line  as  fast  as  the  iron  can  be  delivered. 
The  whole  may  be  completed  duringl864. 

The  means  necessary  to  meet  this  additional 
outlay,  it  is  proposed  to  raise,  by  a  further  issue 
of  two  millions  of  dollars  of  the  bonds  of  the 
company,  and  the  sale  of  additional  stocky  which 
will  doubtless  command  a  premium,  wbcn  the 
funds  are  required  to  pay  for  the  work  ;  or  it  may 
be  divided  among  the  stockholders,  in  proportion 
to  the  amount  held  by  each. 

That  the  stock  is  now  worth  more  than  par, 
the  results  obtained  from  the  last  year's  business, 
.  under  all  the  disadvantages  of  its  connections — 
must  satisfy  the  most  skeptical. 

The  cost  of  the  whole  road,  when  finished  with 
two  tracks,  will  not  exceed  the  original  estimate 
of  the  engineer.  According  to  the  estimate  sub- 
mitted by  the  present  chief  engineer,  it  will  fall 
somewhat  below  that  sum ;  but  it  is  believed  that 
imforeseen  contingencies  will  finally  swell  the  cost 
to  the  amount  previously  estimated — thirteen  mil- 
lion six  hundred  thousand  dollars,  exclusive  of 
outfit.  The  means  required  for  the  latter  object 
will  be  limited  by  the  extent  of  business  that  may 
offer  for  transportation.  If  it  exceed  our  original 
expectations,  it  will  be  a  gratifying  evidence  that 
the  prosperity  of  the  road,  and  the  necessity  for 
its  construction,  were  underrated  by  those,  who 
have  been  the  most  sanguine  as  to  the  results 
that  would  flow  from  the  completion  of  the  en- 
terprise, i 

The  statements  accoraplroying  the  report  of  the 
superintendent,  afford  full^^rraation  in  relation 
to  the  receipts  and  disbursements  of  the  finished 
road,  and  are  referred  to  as  worthy  of  an  attentive 
examination  from  the  stockholders. 

The  system  of  accounts  adopted  for  this  branch 
of  the  company's  service,  affords  every  desirable 
information  in  relation  thereto  worthy  of  preser- 
vation ;  and  are  as  simple  as  they  can  be  made 
to  meet  this  object.  To  preserve  this  system  in 
its  eflBciency,  and  to  subject  the  accounts  of  the 
company  to  the  scrutiny  of  a  responsible  oflScer, 
the  board  have,  under  the  recent  organization 
adopted  for  the  road  department,  appointed  W.  B. 
Foster,  Esq.,  (formerly  associate  engineer,)  au- 
ditor, and  consigned  to  him  the  duty  of  their  exa- 
mination and  entry  at  the  principal  ofllce  in 
Philadelphia. 

This  arrangement,  when  fully  carried  out,  will 
render  accessible  at  all  times,  information  in  rela- 
tion to  details  of  disbursements,  which  have  here- 
tofore been  procured  through  reports  furnished  by 
the  superintendent,  which  have  required  too  great 
jt  tax  upon  his  time  to  commumcate,  ^         i 


The  flattering  exhibit  of  the  year's  business 
must  prove  exceedingly  gratifying  to  the  stock- 
holders. Conducted  as  it  has  been  over  the  roads 
of  this  state,  and  that  of  another  company,  as 
well  as  through  the  agency  of  stage  lines  and 
canal  boats — it  was  ditticult  to  predict  the  final 
result.  This,  however,  has  proved,  at  the  close  of 
the  year,  and  the  termination  of  the  stage  and  boat 
contracts,  satisfactory  ;  while  the  attractions  of 
the  route  have  been  such,  as  to  give  to  it  a  suffi 
cient  amount  of  business  to  render  the  outlay  of 
the  company  remunerative. 

It  is  also  gratifying  to  state,  that  it  has  been 
managed  without  accident  to  passengers,  or  a  ma- 
terial delay  to  freight,  except  for  a  short  period, 
where  the  transfer  of  business  from  the  contractors, 
for  its  transportation  on  the  canal,  to  the  direct 
agents  of  the  company,  after  the  usual  period  for 
closing  navigation  on  that  avenue  had  taken 
place. 

This  operation,  under  the  circumstances  attend- 
ing it,  caused  much  annoyance  to  shippers,  and  an 
unexpected  detention  to  goods,  which  a  month's 
earlier  completion  of  the  western  division  would 
have  entirely  avoided. 

The  shipments  from  the  west,  since  the  close  of 
canal  navigation,  have  been  unexpectedly  large, 
owing  to  the  advance  in  the  price  of  produce,  and 
the  present  high  rates  of  freight  between  New  Or- 
leans and  Northern  ports,  which  have  turned  to 
this  channel  an  amount  of  business  that  has  taxed 
the  road,  in  its  imfiuished  condition  and  incom- 
plete equipment,  to  its  utmost  capacity.  The 
amount  transported  has  however  been  fuUy  equal 
to  the  limited  power  provided  by  the  state  far  its  con- 
veyance over  her  roads;  which  would  have  pri- 
vented  the  full  employment  of  a  larger  number  of 
ears,  if  they  had  been  provided. 

In  addition  to  the  fifty-one  locomotives  now  on 
hand,  orders  have  been  given  for  the  construction 
of  sixty  more ;  sufficient  to  move  daily  1000  tons 
each  way  between  Philadelphia  and  Pittsburg,  ex- 
clusive of  local  freights  east  of  the  mountains. 
Cars  will  also  be  provided  to  fully  employ  this 
amount  of  motive  power.  Unless  ;a  larger  number 
of  locomotives  are  procured  by  the  state,  than  the 
appropriation  asked  of  the  legislature  by  the  can- 
al commissioners  for  their  purchase  would  seem 
to  indicate,  freight  will  be  subject  to  much  greater 
delays  during  the  ensuing  fall  and  winter  between 
Columbia  and  Philadelphia  than  has  occurred  this 
season. 

To  procure  full  employment  for  their  machinery 
the  board  has  established  from  time  to  time  such 
rates  of  freight  as  enabled  the  company  to  com- 
pete with  other  routes  contending  for  the  same 
trade.  Their  winter  rates  might  have  been  some- 
what higher,  if  the  sole  object  in  arranging  them 
had  been  the  direct  profits  of  the  company.  It  has 
been  our  policy  to  meet  the  efforts  of  competing 
lines, — to  draw  the  trade  of  the  west  into  other 
channels, — by  reduced  rather  than  uniform  charg- 
es ;  from  this  cause  chiefly,  has  our  through  ton- 
nage been  more  than  doubled  this  year,  without 
any  material  increase  in  the  length  of  road  in  use 
over  that  of  the  previous  year. 

The  system  of  uniform  charges,  which  formerly 
governed  the  establishment  of  rates  of  freight  by 
this  company,  was  continued  upon  the  local  busi- 
ness until  the  close  of  canal  navigation,  when  the 
rates  were  sUghtly  raised,  with  a  view  to  greater 
reductions  in  the  spring,  to  secure  the  more  im- 
portant advantages  of  a  uniform  business  instead 
of  uniform  rates.  By  this  means,  a  lower  average 
scale  of  charges  may  be  maintained  throughout 
the  year,  and  the  public  interests  as  well  as  that 
of  the  company  promoted. 

The  local  traffic  of  the  road  is  rapidly  increasing 
and  it  is  capable  of  great  expansion,  under  a  judi- 
ciously arranged  tariff  of  freights.  This  company 
cannot  however  afford  to  reduce  their  rates  of 
transportation  upon  this  business  to  the  standard 
adopted  by  other  lines,  in  consequence  of  the  high 
tolls  and  the  three-mill  tax  levied  by  the  state. 
The  rates  adopted  for  through  freight  and  travel 
must  be  regulated  by  competition  with  rival  lines, 
into  whose  charges  the  element  of  taxation  does 
not  enter,  as  it  is  not  imposed  upon  them. 


It  cannot  be  paid  by  this  company,  without  re- 
ceiving it  from  some  source  ;  and  as  the  through 
transportation  will  not  bear  the  burden,  it  must 
necessarily  fall  upon  the  local  business  of  the 
country  traversed.  Fortunately  for  the  stockhold- 
ers, the  resources  of  this  region  are  ample  to  meet 
this  tax,  without  interfering  with  fair  dividends 
upon  the  stock  of  the  company,  and  its  imposition 
can  have  no  other  effect  than  to  retard  the  devel- 
opement  of  the  wealth  of  the  country  adjacent  to 
our  road,  within  which  its  influence  is  felt. 

The  method  of  levying  this  tax  is  particularly 
injurious  to  the  prosperity  of  the  region  traversed, 
inasmuch  as  it  is  a  governmental  impost  upon  the 
productions  of  our  citizens,  in  addition,  and  in 
proportion  to  the  disadvantages  of  their  distance 
from  market. 

The  last  annual  report  of  the  company  informed 
the  stockholders  of  the  purchase  of  the  Powelton 
estate  in  West  Philadelphia,  for  general  depot  pur- 
po.ses.  The  company  possessing  no  authority  un- 
der its  charter  to  hold  this  property,  apphcation 
was  made  to  the  legislature  at  its  last  session,  to 
obtain  this  right,  and  a  bill  was  accordingly  pass- 
ed through  both  branches  of  the  General  Assem- 
bly, which  did  not  meet  the  Executive  approval. 
The  Act  was  subsequently  modified  to  conform  to 
the  Governor's  views,  and  afterwards  became  a 
law.  Under  its  provisions  the  company  can  hold 
but  thirty  acres ;  the  remaining  sixty-three  acres 
is  to  be  held  by  the  purchasers,  under  the  agree- 
ment to  convey  it  to  the  company,  at  any  time 
previous  to  July  1st,  1860.  If  no  authority  to  hold 
this  property  can  be  obtained,  or  it  should  not  be 
disposed  of  at  the  request  of  the  directors  previous 
to  that  time,  it  is  to  be  sold  before  the  first  day  of 
July,  1861,  and  the  proceeds,  afler  paying  cost 
and  expenses,  paid  into  the  treasury  of  the  com- 
pany. 

The  great  object  to  be  secured  by  this  purchase, 
was  room  for  the  trans2u;tion  of  the  company's 
freight  and  passenger  business  ;  for  which  purpose 
it  will  be  used  to  a  considerable  extent.  The 
board,  however,  after  a  careful  examination  of  the 
whole  subject,  determined  to  place  their  main 
freight  depot  within  the  city.  A  convenient  and 
central  location — on  Market,  between  Juniper  and 
Thirteenth  streets — was  accordingly  selected,  and 
praparations  are  now  being  made  for  the  removal 
of  the  freight  department  to  th  at  point.  The  dif- 
ference between  the  cost  of  drayage  to  West  Phil- 
adelphia, and  the  conveyance  of  freight  in  cars  to 
the  same  point,  was  found  to  be  (on  a  business 
that  we  shall  at  once  command)  more  than  suffi- 
cient to  pay  the  interest  on  the  cost  of  the  proper- 
ty purchased,  without  taking  into  consideration 
the  convenience  of  the  customers  of  the  road,  in 
their  daily  transactions  with  the  freight  office. 

Arrangements  for  the  accommodation  of  the 
passenger  business  in  Philadelphia  have  been  ar- 
rested, in  consequence  of  the  ejection  of  the  com- 
pany's ears  from  the  Columbia  railroad,  by  order 
of  the  canal  commissioners,  to  fulfil  a  contract 
made  by  them,  without  notice  to  this  company  or 
the  public,  with  Messrs.  Bingham  and  Dock.  Not- 
withstanding that  the  cars  of  the  company  had 
been  placed  upon  the  State  railroad,  at  the  solici- 
tation of  members  of  the  canal  board,  and  under 
assurances  of  their  official  protection,  as  far  as  it 
could  be  given.  In  consequence  of  that  assurance 
the  company  was  induced  to  pay  the  proprietors 
of  the  Old  Eagle  line  a  large  bonus  in  the  price  of 
their  errs  over  their  actual  value. 

The  net  revenue  resulting  from  this  service 
was  not  the  motive  which  induced  the  company 
to  place  their  cars  upon  the  road.  The  reasons 
assigned  oy  members  of  the  board  of  canal  com- 
missioners, when  they  invited  the  company  to 
become  transporters  over  the  Columbia  railroad, 
was  that  which  actuated  them  in  complying  with 
their  wishes,  viz. :  to  avoid  the  annoyance  to 
through  travel,  from  a  divided  interest  and  respon- 
sibility in  its  transportation,  by  placing  the  whole 
passenger  travel  between  Philadelphia  and  Pitts- 
burgh, as  far  as  practicable,  under  one  control ; 
the  cars  to  pass,  as  soon  as  the  space  between  the 
tracks  on  the  Columbia  railroad  was  widened,  and 
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the  Portage  railroad  avoided,  from  city  to  city 
witbout  change. 

The  importance  of,  and  the  mutual  advantage 
to  be  derived  by  the  state  and  company  from 
this  arrangement,  were  evident,  and  rendered  its 
continuance  desirable.  The  circumstances  that 
induced  the  company  to  enter  into  it,  were 
known  to  one  member  of  the  board  of  canal  com- 
missioners of  last  year  only,  who  is  not  now  in 
office  ;  otherwise,  they  would  doubtless  have  re- 
fused to  comply  with  the  importunities  of  those 
who  sought  the  contract,  as  alleged,  mainly  from 
an  impression  of  the  importance  to  this  company, 
of  the  revenues  derived  from  the  transportation  of 
passengers  over  the  state  road. 

The  profits  upon  this  business,  it  was  supposed, 
enabled  the  company  to  reduce  its  rates  of  freight 
below  the  customary  standard  of  the  canal  lines 
Experience  has  since  convinced  the  contractors  of 
their  error  in  this  particular ;  and  an  arrangement 
is  now  in  progress  for  the  transportation  of  pas- 
sengers over  the  Columbia  road,  which,  it  is 
hoped,  will  prove  satisfactory  to  all  parties.  For 
the  present,  at  least,  the  Philadelphia  passenger 
station  wiil  remain  at  the  corner  of  Market  and 
Schuylkill  Fifth  streets,  in  the  building  erected 
by  Messrs.  Bingham  &  Dock. 

The  lot  purchased  in  Pittsburgh  for  a  passenger 
station,  could  not  be  used  for  that  purpose  with- 
out closing  a  short  street  and  an  alley,  which  cut 
it  into  three  parts.  The  Legislature  authorised 
these  to  be  closed,  with  the  consent  of  the  city 
councils  of  Pittsburgh ;  the  delay  in  procuring 
their  assent,  prevented  the  commencement  of  the 
building  during  the  past  season. 

The  accommodations  for  freight  at  Pittsburgh 
are  of  a  temporary  character,  and  commenced  un- 
der an  agreement  with  the  city  councils  of  that 
city  for  the  use  of  a  portion  of  the  Levee.  They 
will  not  involve  a  large  outlay,  and  are  considered 
in  the  light  of  an  experiment,  from  which  the  best 
arrangement  for  transacting  this  business  may  be 
hereafter  determined. 

WESTERN  CONNECTrONS. 

The  geographical  position  of  the  State  of  Ohio, 
makes  her  the  transit  ground,  where  the  commer- 
cial contest  for  the  trade  of  the  West  must  be 
waged  between  the  great  northern  Atlantic  cities. 
It  is  here  that  several  railroads,  commenced  un- 
der the  influence  of  this  rivalry,  cross  or  intersect 
each  other ;  and  the  freights  that  they  bear,  des- 
tined for  an  Eastern  market,  assume  the  direction 
given  to  them,  by  the  relative  advantages  that 
each  market  and  their  respective  avenues  present 
to  the  choice  of  the  merchant. 

Hitherto  the  canals  and  railroads  constructed  to 
accommodate  this  trade,  have  generally  had  a  nor- 
therly direction,— from  the  Ohio  to  the  Lakes, — 
attracted  to  these  inland  seas  by  the  comparative- 
ly cheap  rates  of  freight  thence  to  New  York,  and 
repelled  from  a  direct  route  to  the  seaboard,  by 
the  high  charges  through  Pennsylvania.  The 
commencement  of  the  Pennsylvania  railroad  gave 
confidence  that  this  condition  of  things  would 
soon  be  changed,  and  under  the  stimulus  thus  op- 
portunely afforded,  roads  have  been  commenced 
that  have  already  far  advanced  towards  comple- 
tion, whose  ultimate  destination  is  Cincinnati,  St. 
Louis,  Burlington  in  Iowa,  and  Chicago.  We  have 
already  a  continuous  though  circuitous  line,  con- 
necting our  Western  terminus  with  Cincinnati  and 
Chicago,  and  we  will  have  within  two  months,  a 
more  direct  route  to  the  former  city  ;  and  also  a 
continuous  railroad  to  Indianapolis,  Terre  Haute, 
Louisville,  Evansville  and  Lafayette. 

Of  the  several  lines,  through  the  co-operation  of 
which  the  Pennsylvania  railroad  expects. to  receive 
its  share  of  the  Western  trade,  the  Ohio  and  Penn- 
sylvania railroad  has  made  the  greatest  progress. 
This  important  work  will  be  finished  in  March 
next  to  Crestline,  on  the  Cleveland  and  Columbus 
road,  from  which  point  it  will  be  immediately  ex- 
tended to  Galion,  four  miles  further,  and  connected 
with  the  Bellefontaine  and  Indianapolis  railroad, 
completing  a  continuous  railroad  from  this  city  to 
Indianapolis  and  Terre  Haute,  on  the  Wabash 
river. 


The  importance  of  securing  a  continuous  rail- 
road connection  between  the  Western  terminus  of 
our  road  and  the  north-western  portions  of  Indiana 
and  Illinois,  that  would  act  in  unison  with  this 
company,  early  pressed  itself  upon  the  attention 
of  this  Board.  They  were  therefore  disposed  to 
entertain  favorably  the  application  of  the  Ohio 
and  Indiana  railroad  company  (chartered  for  the 
purpose  of  constructing  a  railroad  from  Crestline 
to  Fort  Wayne.)  for  aid  to  complete  their  work. 
The  amount  required  to  enable  them  to  effect  this 
object,  was  stated  to  be  three  hundred  thousand 
dollars,  a  sum  which  the  Board  have  agreed  to 
subscribe  to  the  capital  of  the  said  company,  pro- 
vided the  stockiiolders  of  the  Pennsylvania  rail- 
road company  assent,  and  Legislative  sanction  is 
obtained  thereto. 

From  Fort  Wayne,  it  is  in  contemplation  to  ex- 
tend this  line  through  Logansjwrt  to  Peoria,  and 
thence  to  Burlington  in  Iowa,  over  a  road  that  is 
now  nearly  finished.  Another  extension  of  this 
road  diverges  from  Fort  Wayne,  and  pursues  a  di- 
rect line  to  Chicago,  for  the  construction  of  which 
a  comjiany  has  been  organized. 

Tlie  Board  have  also  agreed  to  subscribe  upon 
the  same  conditions,  and  fbr  the  same  object,  one 
hundred  thousand  dollars  to  the  stock  of  the 
Springfield,  Moinit  Vernon  and  Pittsburgh  railroad 
company,  a  like  amount  to  be  subscribed  in  Pitts- 
burgh. The  inducement  to  make  this  latter  sub- 
scription was  an  airlij  connection  with  Cincinnati, 
by  a  route  which,  though  not  the  shortest  between 
Pittsburgh  and  tiiat  city,  presents  a  Hue  of  light 
gnidients  and  easy  curvature,  which  with  these 
advantages  must  always  maintain  a  fair  comi)eti- 
tion  for  the  through  business  ;  this,  added  to  the 
local  trade  of  the  rich  and  jwpulous  region  it  tra- 
verses, will  doubtless  continue  to  make  its  stock 
a  profitable  investment. 

The  proposed  connections  with  Cincinnati  via 
Stubenville,  and  also  ])y  Wheeling,  the  Board  are 
aware,  are  each  about  thirty  miles  shorter  than 
this  route,  the  length  of  which  from  •  Pittsburgh  is 
three  hundred  and  forty-five  miles.  But  the  phy- 
sical difficulties  to  be  encountered  in  the  construc- 
tion of  either  of  them  will  delay  their  completion 
to  a  much  later  period,  and  until  they  cross  the 
Dhio  by  a  railroad  bridge,  they  cannot  compete 
with  the  Mount  Vernon  route.  The  connections 
upon  this  route  with  Cincinnati  hiive  been  ar- 
ranged, so  that  the  whole  line  will  operate  sympa- 
thetically with  our  own. 

The  line  of  the  Ohio  and  Pennsylvania  railrojvd 
is  laid  as  far  north  as  we  have  expected  to  cause 
any  considerable  diversion  of  the  trade  and  travel 
of  that  region  to  this  city,  or  through  it  to  New 
York.  A  more  direct  and  a  very  favorable  route 
to  Cincinnati,  via  Stubenville,  has  been  commenc- 
ed, and  is  far  advanced  towards  completion,  the 
main  line  of  which,  however,  passes  above  that 
place,  traversing  the  garden  of  Ohio  and  Indiana 
in  its  course  towards  St.  Louis,  passing  through 
the  capitals  of  both  States.  This  route  will  cross 
the  Ohio  river  at  Stubenville,  by  a  railroad  bridge 
of  moderate  extent,  without  a  draw,  and  will  have 
the  advantage  of  possessing  the  same  gauge  throuh- 
out,  from  the  Delaware  to  the  Mississippi  river. — 
In  all  its  characteristics,  it  may  well  deserve  the 
appellation  of  the  "Great  Central  Line"  from  the 
Atlantic  to  the/ar  West. 

Its  completion  may  be  delayed  by  the  disinclina- 
tion of  Virginia  to  grant  a  charter  to  pass  through 
a  narrow  neck  of  her  territory,  in  consequence  of 
the  hostility  of  Wheeling ;  but  this  illiberal  spirit 
must  finally  give  way  to  more  enlightened  views 
of  public  policy.  If  it  should  not,  the  route  down 
the  Ohio  to  Wellsville,  and  thence  to  the  Stuben- 
ville and  Indiana  railroad,  by  the  most  direct 
course,  will  accomplish  the  same  object,  without 
a  very  material  loss  of  distance. 

A  third  line  has  been  considered  essential  to  se- 
cure the  trade  of  Southern  Ohio,  and  the  larger 
portions  of  Kentucky,  from  whence  Philadelphia 
receives  some  of  her  most  valuable  customers; — 
The  only  available  charters  under  which  roads 
can  be  constructed  into  that  region,  to  connect 
with  our  own,  are  those  of  the  Hempfield  and  the 
Marietta  and  Cincinnati  companies. 


The  first  ^as  received  the  iUd  of  this  city,  an* 
will  doubtless  be  completed  at  a.s  early  a  period 
as  the  char  »cter  of  the  coutitry  it  traverses  will 
admit  of,  g  ving  a  continuoiM  road  from  Philadel- 
phia to  Wheeling.  The  line  from  Marietta  to  Cin- 
cinnati is  a  ready  in  progres^,  leaving  the  space 
between  W  iceling  and  MariJtU, — a  distance  of 
seventy-six  miles, — to  be  fillqd  up,  to  accomplish 
the  object  iesired.  To  construct  a  road  over  this 
space,  the  Joard  have  l>een  Kked  to  subscribe  to 
the  capital  stock  of  the  Marietta  and  Cincinnati 
railroad  company  the  simi  of j  seven  hundred  and 
fifty  thousand  dollars,  which  it  is  alleged  will  bo 
sufficient,  \iitli  the  aid  aflonded  by  the  city  of 
Wheeling,  to  complete  the  wljole  lino. 

Unwillinj :  to  pledge  the  cotipany  for  so  large  an 
amount,  wj  :hout  further  infoituation  as  to  the  mer- 
its of  the  tntorprise,  the  bojird  under  a  general 
resolution,  nstructed  their  c^ief  engineer  to  visit 
the  west,  and  after  a  careful  examination,  to  re- 
port his  opinion  as  to  the  ini^rtancc  to  this  com- 
pany of  th<  construction  of  tacli  enterprise  that 
had  claime<  I  its  aid.  J 

His  repor :  has  been  laid  befpre  the  stockholders, 
and  it  will  be  jx-Tceived  tlj4t  it  stongly  recom- 
mends this  imi>rovement,  notjonly  as  one  that  will 
secure  an  imiwrtanl  and  valuable  feeder  to  our 
road,  but  a  so  as  one  that  will  afford  a  full  return 
in  direct  piofits  upon  the  c<t{iital  expended  in  its 
construction.  Under  this  information,  the  board 
feel  justifie< ;  in  recommending  t<>  the  stockholders 
to  grant  ai  thority  to  subsc^be  £500,000  to  the 
capital  stock  of  this  company,  when  satisfied  that 
the  means  lor  the  i)rosecutioi  of  ilie  whole  x^•ork 
are  sufficiei  t  to  secure  its  coijjipk'tion. 

The  thret  leading  lines  reffekred  to,  when  finish- 
ed, with  th«  ir  dependencies,  iill  give  to  Philadel- 
phis  and  to  the  Pennsylvania  j-ailroad  company  all 
that  they  cun  desire  in  their  <ionnections  with  the 
west;  and  <  ach  deserves  encojuragement  from  this 
company.  | 

While  th<  board  has  felt  tile  inii»ortance  of  se- 
curing the  l»est  connections  .^practicable  with  the 
far  west,  th  ;y  have  not  beeri  unmindful  of  their 
obligations  :o  the  regions  traversed  by  their  own 
improvement.  The  conditiofis  upon  which  the 
construct. oil  of  a  branch  lin^  to  Indiana  was  au- 
thorised by  the  stockholders  hnd  the  board,  hav- 
ing been  vir  tually  complied  w^h  ;  a  location  of  the 
route  has  b<  en  made,  and  the  graduation  of  the 
road  bed  wi  II  be  placed  under  contract  during  the 
ensuing  sprmg.  This4)ranch Mill  be  IGij  miles iu 
length,  and  t  is  estimated  to  post  $175,000. 

A  survey  of  the  proposed  branch  to  Uniontown 
has  also  beepi  made,  but  the  ijesults  have  not  }-et 
been  reportW  to  the  Board.  This  important  arm 
of  our  enterprise  will  open  to  the  Philadelphia  and 
Pittsburgh  markets  an  exceedingly  fertile  region, 
the  product  ions  of  which  now  find  their  way  to 
Baltimore.  The  Board  have  ^ven  assurances  that 
this  work  w  ill  be  commenced  »s  soon  as  a  salis/ac 
t-ory  line  for  it  has  been  selected,  and  the  condi- 
tions requin  d  of  the  citizens  ttf  Indiana  complied 
with,  by  th<se  of  Fayette  and  Westmoreland  coun- 
ties. 

The  comp  letion  of  these  branch  lines,  and  the 
extension  al  -eady  referred  to  through  Ohio,  must 
throw  upon  the  Pennsylvania  railroad  at  an  early 
period,  a  business  which  even  a  double  track  can-  " 
not  accommodate  without  a  detention  of  trains, 
in  consequence  of  the  unequal  degrees  of  speed 
required  for  the  convenience  fend  accommodation 
of  the  public.  A  third  trackj,  for  those  portions 
of  the  line  4'here  this  interfet-ence  of  trains  will 
occur jWhichi  experience  will  soon  point  out, — will 
overcome  this  difficulty,  and  give  to  the  road  a 
capacity  mere  than  equal  to  that  of  the  New  York 
Canal,  and  an  ability  to  compete  with  it  in  thepruxs 
nf  transportmian.  We  shall  ^en  again  turn  the 
tide  of  western  trade  upon  IPhiladelphia,  from 
whence  it  hius  been  diverted  ijy  the  lower  rates  of 
freight  charged  on  the  routes  through  the  State  of 
New  York,  f  j 

Since  the  last  annual  meetiig  of  the  Stockhold- 
ers, the  Board  have  re-organiped  the  Transporta- 
tion Department,  and  appoint»d  Herman  J.  Lom- 
baert,  Esq.,lSuperintendant,  ia  the  place  of  Her- 
man Haupt,i£sq.,  who  resigQe<l  his  post  to  fulfil  » 
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professional  engagement  at  the  South.  While  the 
Board  regret  the  loss  that  the  company  has  sus- 
tained, in  accepting  the  resignation  of  the  energet- 
ic individual  who  so  ably  and  faithfully  managed 
this  department  since  its  organizatioQj  they  feel 
satisfied  that  they  have  secured,  in  his  successor, 
a  gentlemen  whose  experience  and  well-tried  judg- 
ment give  an  assurance  of  a  successful  administra- 
tion of  the  important  duties  assigned  to  him. 

The  Board  refer  the  Stockholders  to  the  report 
of  the  Chief  Engineer,  for  more  detailed  informa- 
tion in  relation  to  the  progress  and  condition  of 
the  work  committed  to  his  charge.  They  notice, 
with  regret,  an  intimation  contained  in  the  report 
of  this  intelligent  and  inestimable  office^,  of  a  wish 
to  withdraw  from  the  post  which  he  has  filled  with 
so  much  satisfaction  to  the  Directors. 

By  order  of  th«'  Board. 
I  J.  Edgar  Thomson,  President. 


General  Railroad  Zjaiw  of  Iowa. 

We  give  this  week  the  General  Railroad  Law  of 
this  state.  The  companies  are  organized  under  the 
Act  providing  for  the  organization  of  coAipanies  lor 
pecuniary  profit.  The  additional  privileges  neces- 
sary to  the  construction  of  a  railroad,  such  as  con- 
demning lands,  and  crossing  public  highways,  are 
provided  for  by  another  act,  which  we  also  give. 
We  are  gratified  at  being  able  to  present  such  lib- 
eral provisions  for  the  construction  of  railroads  in 
this  new  state. 

1.  Any  number  of  persons  may  associate  them- 
selves and  become  incorporated  for  the  transaction 
of  any  lawful  business  including  the  establishment 
of  ferries,  the  construction  of  canals,  railways, 
bridges, or  other  works  oj  internal  improvement ;  but 
such  incorporation  confers  no  power  or  privilege 
not  possessed  by  natural  persons  exceptjas  herein- 
after provided. 

2.  Among  the  powers  of  such  body  corporate, 
are  the  following : 

1st.  To  have  perpetual  succession. 

2nd.  To  sue  and  be  sued  by  its  corporate  name. 

3d.  To  have  a  common  seal  which  it  may  alter 
at  pleasure. 

4th.  To  render  the  interests  of  the  stockholders 
transferable. 

oth.  To  exempt  the  private  property  of  its  mem- 
bers from  liability  for  corporate  debts  except  as 
herein  otherwise  declared. 

6th.  To  make  contracts,  acquire  and  transfer 
property,  possessing  the  same  powers  in  such  res- 
pects as  private  individuals  now  enjoy. 

7th.  To  establish  by-laws,  and  make  all  rules 
and  regulations  deemed  expedient  for  the  manage- 
ment of  their  affairs,  in  accordance  with  law  and 
not  incompatible  with  an  honest  purpose. 

3.  Previous  to  commencing  any  business  except 
that  of  their  own  organization  they  must  adopt  ar- 
ticles of  incorporation  which  must  be  recorded  in 
the  office  of  the  recorder  of  deeds  of  the  county 
where  the  principal  place  of  business  is  to  be,  in  a 
book  kept  therefor. 

4.  Corporations  for  the  construction  of  any  work 
of  internal  improvement,  must,  in  addition,  also 
file  a  copy  of  such  articles  in  the  office  of  a  secre- 
tary of  state  and  have  the  same  recorded  by  him 
in  a  book  kept  for  such  purposes.  Such  articles 
of  incorporation  must  fix  the  highest  amount  of 
indebtedness  or  liability  to  which  the  corporation 
is  at  any  one  time  to  be  subject,  which  must  in  no 
case  except  in  that  of  the  risks  of  insurance  com- 
panies exceed  two-thirds  of  its  capital  stock. 

6.  A  notice  must  also  be  published  for  four 
weeks  in  succession  in  some  newspaper  its  conve- 
nient as  practicable  to  the  principal  place  of  busi- 
ness. , 

6.  Such  notice  must  contain  :  < 

1st.  The  name  of  the  corporation  and' its  princi- 
pal place  of  transacting  "business. 

2d.  The  general  nature^  of  the  business  to  be 
transacted. 

3rd.  The  amount  of  capital  and  stock  author- 
ised, and  the  times  and  conditions  on  whkb  it  is 
to  he  paid  in.  ^ 


4th.  The  time  of  tlie  commencement  and  termi- 
nation of  the  corporation. 

5th.  By  what  officers  or  persons  the  affairs  of 
the  company  are  to  be  conducted  and  the  times 
at  which  they  will  be  elected. 

6th.  The  highest  amount  of  indebtedness  or  lia- 
bility to  which  the  corporation  is  at  any  time  to 
subject  itself 

7th.  Whether  private  property  is  to  be  exempt 
from  the  corporate  debts. 

7.  The  corporation  may  commence  business  as 
soon  as  the  articles  are  filed  in  the  office  of  the  re- 
corder of  deeds,  and  their  doings  shall  be  valid  if 
the  publication  in  a  newspaper  is  made  and  the 
copy  filed  in  the  office  of  secretary  of  state,  when 
such  filing  is  necessary,  within  three  months  from 
such  filing  in  the  recorders  office. 

7.  No  change  in  any  of  the  above  matters  shall 
be  valid  unless  recorded  and  published  as  the  ori- 
ginal articles  are  required  to  be. 

9.  Coi-porations  for  the  construction  of  any  work 
of  internal  improvement  may  be  formed  to  endure 
fitly  years ;  those  formed  for  other  purposes  can- 
not exceed  twenty  years  in  duration  ;  but  in  ei- 
ther case  they  may  be  renewed  from  time  to  time 
for  periods  not  greater  respectively  than  was  at 
first  permissible,  provided  three-fourths  of  the 
votes  cast  at  any  regular  election  for  that  purpo.se 
be  in  favor  of  such  renewal,  and  provided  also  that 
those  thus  wishing  a  renewal  will  purchase  the 
stock  of  those  opposed  to  the  renewal  at  a  fair  cur- 
rent value. 

10.  The  corporation  caimot  be  dissolved  prior 
to  to  the  period  fixed  upon  in  the  articles  of  incor- 
poration except  by  unanimous  consent,  unless  a 
difierent  rule  has  been  adopted  in  their  articles. 

11.  Tha  same  period  of  newspaper  publication 
must  precede  any  such  premature  dissolution  of  a 
corporation  a.s  is  required  at  its  creation. 

12.  A  copy  of  the  by  laws  of  the  corporation 
with  the  names  of  all  its  officers  appended  thereto 
must  be  posted  in  the  principal  place  of  business 
and  be  subject  to  public  inspection. 

13.  A  statement  of  the  amount  of  the  capital 
stock  subscribed,  the  amount  of  capital  actually 
pj\id  in,  and  the  amount  of  indebtedness  of  the  Co. 
in  a  general  way,  must  also  be  kept  posted  up  in 
like  manner,  which  statement  must  be  corrected 
as  often  as  any  material  change  takes  place  in  re- 
lation to  any  part  of  the  subject  matter  of  such 
statement. 

14.  Intentional  fraud  in  failing  to  comply  sub- 
stantially with  the  articles  of  incorporation,  or  in 
deceiving  the  public  or  individuals  in  relation  to 
their  means  or  their  liabilities  shall  subject  those 
guilty  thereof  to  fine  and  imprisonment  or  both  at 
the  discretion  of  the  court.  Any  person  who  has 
sustained  injury  from  such  fraud  may  also  recover 
damages  therefor  against  those  guilty  of  participa- 
ting in  such  fraud. 

15.  The  diversion  of  the  funds  of  the  corpora- 
tion to  other  objects  than  those  mentioned  in  their 
articles  and  in  the  notices  published  as  aforesaid 
(provided  any  person  be  thereby  injured),  and  the 
payment  of  dividends  which  leave  insufficient 
funds  to  meet  the  liabilities  of  the  corporation, 
shall  be  deemed  such  frauds  as  will  subject  those 
thereui  concerned  to  the  penalties  of  the  preceding 
section,  and  such  dividends  or  their  equivalent  in 
the  hands  of  individual  stockliolders  shall  be  sub- 
jeat  to  said  liabilities. 

16.  Dividends  in  insurance  companies  made  in 
good  faith  bofore  their  knowledge  of  the  happen- 
ing of  actual  losses,  are  not  intended  to  be  prevent- 
ed or  punished  by  the  provisions  of  the  preceding 
section. 

17.  A  failute  to  comply  substantially  with  the 
foregoing  requisitions  in  relation  to  oaganization 
and  publicity  renders  the  individual  property  of 
all  the  stockholders  liable  for  the  corporate  debts. 

18  Either  .such  failure  or  the  practice  or  fraud 
in  the  manner  hereinafter  mentioned  shall  cause  a 
forfeiture  of  all  the  privileges  hereby  conferred, 
and  the  courts  may  proceed  to  wind  up  the  busi- 
ness of  the  corporation  by  an  information  in  the 
manner  prescribed  by  law. 

19.    The  intentional  keeping  of  false  books  or 


accoimts  by  any  corporation  whereby  any  one 
injured  is  a  misdemeanor  on  the  part  of  those  con- 
cerned therein,  and  any  person  shall  be  presumed 
to  be  concerned  therein  whose  duty  it  was  to  see 
that  the  books  and  accounts  were  correctly  kept. 

20.  The  transfer  of  shares  is  not  valid  except  as 
between  the  parties  thereto  until  it  is  regiilarly 
entered  on  the  books  of  the  company  so  far  as  to 
.show  the  name  of  the  persons  by  and  to  whom 
transferred,  the  numbers  or  other  designation  of 
the  shares,  and  the  date  of  the  transfer  ;  but  such 
transfer  shall  not  in  any  way  exempt  the  person  or 
persons  making  such  transfer  from  any  liability  or 
liabilities  of  said  corporation  which  were  created 
prior  to  such  transfer.  The  books  of  the  company 
must  be  so  kept  as  to  show  intelligibly  the  origin- 
al stockholders,  their  respective  interests,  tli* 
amount  which  has  been  paid  in  on  their  shares, 
and  all  transfers  thereof;  and  such  books,  or  h 
correct  copy  thereof  so  far  as  the  items  mentioned 
in  this  section  arc  concerned,  shall  be  subject  to 
the  inspection  of  any  person  desiring  the  same. 

21.  Any  corporation  organized  or  attempted  tn 
be  organized  in  accordance  with  the  provisions  of 
this  chapter  shall  cease  to  exist  by  the  non-user  of 
its  franchises  for  two  years  at  any  one  time,  but 
such  bf)dy  shall  not  forfeit  its  franchises  by  reason 
of  its  omission  to  elect  officers  or  to  hold  meetings 
at  any  time  prescribed  by  the  by  laws,  provided 
such  act  be  done  within  two  years  of  the  time  ap- 
pointed therefor. 

22.  Corporations  whose  charters  expire  by  their 
own  limitation  or  by  the  voluntary  act  of  the 
stockholders  may  nevertheless  continue  to  act  for 
the  puipose  of  winding  up  their  concerns,  but  for 
no  other  purpose. 

23.  Nothing  herein  contained  exempts  the  stock- 
holders of  any  corporation  from  individual  liability 
to  the  amount  of  the  unpaid  instalments  on  the 
stock  owned  by  them  or  transferred  by  them  foi 
the  purpose  of  defrauding  creditors,  and  an  execu- 
tion against  the  company  may  to  that  extent  be 
levied  upon  such  private  property  of  any  individu- 
al. 

24.  In  none  of  the  cases  contemplated  in  this 
chapter  can  the  private  property  of  the  stockhold- 
ers be  levied  upon  for  tlie  payment  of  corporate 
debts  while  corporate  property  can  be  found  with 
which  to  satisfy  the  same,  but  it  will  be  sufficient 
proof  that  no  proijerty  can  be  found  if  an  execution 
has  issued  on  a  judgment  against  tlic  corporation 
and  a  demand  thereon  made  of  some  one  of  the 
last  acting  officers  of  the  body  for  property  on 
which  to  levy,  and  if  he  neglects  to  point  out  any 
such  property. 

25.  The  defendant  in  any  st.ige  of  a  cause  may 
point  out  corporate  property  subject  to  levy,  and 
upon  his  satisfying  the  court  of  the  existence  of 
such  a  property  by  affidavit  or  otherwise  the  cause 
may  be  continued  or  execution  against  the  de- 
fendant stayed  until  tlie  property  can  be  levied 
upon  and  sold,  and  the  court  may  subsequently 
render  judgment  and  order  execution  for  any  bal- 
ance which  there  may  be  after  disposing  of  the 
corporate  property,  according  to  the  stage  of  the 
cause ;  but  if  a  demand  of  property  has  been  made 
as  contemplated  in  the  preceeding  section  the  costs 
of  such  proceedings  shall  in  any  event  be  paid  by 
the  company  or  by  the  defendant. 

26.  When  the  private  property  of  a  stockholder 
is  taken  for  a  corporate  debt  he  may  maintain  an 
action  against  the  corporation  for  indemnity  and 
against  any  of  the  other  stockholders  for  contribu- 
tion. 

27.  For  the  purpose  of  repairs,  rebuilding  or  en- 
larging, or  to  meet  contingencies,  or  for  the  pur- 
pose of  a  sinking  fund,  the  corporation  may  estab- 
lish a  fund  which  they  may  loan  and  in  relation  to 
which  they  may  take' the  proper  securities. 

28.  When  the  fVanchise  of  a  corporation  has 
been  levied  upon  under  an  execution  and  sold,  the 
corporators  shall  not  have  power  to  dissolve  the 
corporation  so  as  to  destroy  the  franchise,  and  if 
they  neglect  to  keep  up  an  organization  sufficient 
to  enable  the  business  to  proceed,  the  purchaser 
thereupon  becomes  vested  with  all  the  powers  of 
the  corporation  requisite  therefor ;  and  when  it 
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becMues  impracticable  for  an  individual  so  to  con- 
duct tbem,  and  in  cases  where  doubts  and  difficul- 
ties not  herein  provided  for  arise,  the  purchaser 
may  apply  by  petition  to  the  district  court  which 
is  hereby  vested  with  authority  to  make  any  or- 
ders requisite  for  carrying  into  efiect  the  intent  of 
this  chapter  in  this  respect. 

29'  In  any  proceedings  by  or  against  a  corpora- 
tion or  against  a  stockholder  to  charge  his  private 
property  or  the  dividends  received  by  him  the 
court  is  invested  with  power  to  compel  the  officers 
to  produce  the  books  of  the  corporation  on  the 
motion  of  either  party  upon  a  proper  cause  being 
shown  for  that  purpose. 

36.  A  single  individual  may  entitle  himself  to 
all  the  advantages  of  this  chapter  provided  he 
complies  substantially  with  all  its  requirements, 
omitting  those  which  from  the  nature  of  the  case 
are  inapplicable. 

31.  Persons  acting  as  a  corporation  under  the 
provisions  of  this  chapter  will  be  presumed  to  be 
legally  incorporated  until  the  contrary  is  shown  ; 
and  no  such  franchise  shall  be  declared  actually 
null  or  forfeited  except  in  a  regular  proceeding 
brought  for  that  purpose. 

82.  No  body  of  men  acting  as  a  corporation  un- 
der the  provisions  of  this  chapter  shall  be  permit- 
ted to  set  up  the  want  of  a  legal  organization  as  a 
defense  to  an  action  against  them  as  a  corporation, 
nor  shall  any  person  sued  on  a  contract  made  with 
such  a  corporation  or  sued  for  an  injury  to  its 
property  or  a  wrong  done  to  its  interests  be  per- 
mitted to  set  up  a  want  of  such  legal  organization 
in  his  defense. 

33.  Corporations  regularly  organized  under  the 
general  law  heretofore  in  force,  by  adapting  their 
articles  of  association  to  the  provisions  of  this 
chapter  and  by  making  the  required  publication 
of  the  change  as  well  as  of  their  intention  to  act 
under  the  foregoing  provisions,  will  be  entitled  to 
all  the  advantages  and  subjected  to  all  the  liabili- 
ties above  provided  for,  but  the  change  in  their 
articles  of  association  must  be  made  in  accordance 
with  those  articles  or  by  the  unanimous  consent 
of  the  stockholders. 

24.  Mutual  insurance  companies  organized  un- 
der the  provisions  of  this  chapter  may  render  their 
premium  notes  a  lien  upon  the  whole  or  any  part 
of  the  real  estate  upon  which  the  property  issued 
is  situate,  whether  such  Teal  estate  is  or  is  not  ex- 
empt from  other  liabilities  a.s  a  homestead,  but 
such  lien  will  not  attach  until  the  premium  note 
stating  the  property  on  which  it  is  a  lien  filed  for 
record  and  treated  in  the  same  manner  as  though 
it  were  a  mortgage  from  the  maker  thereof  to  the 
company  except  that  it  need  not  be  acknowledged. 

35.  Nothing  herein  contained  is  intended  to  af- 
fect the  interests  of  companies  already  organized 
farther  than  is  above  expressed. 

AN  ACT  Granting  to  RoUway  Companies  the 
Right  cf  Way. 

SECTION  1.  Be  it  enacted  by  the  General  As- 
sembly of  the  state  of  Iowa,  That  any  Railroad 
corporation  in  this  state,  heretofore,  or  which  may 
hereafter  be,  organized  under  the  laws  of  this 
state,  may  take  and  hold,  under  the  provisions 
contained  in  this  act,  so  much  real  estate  as  may 
be  necessary  for  the  location,  construction  and 
convenient  use  of  their  road.  Such  corporation 
may  also  take, remove,  and  use  for  the  construction 
and  repair  of  said  road  and  its  appurtenances,  any 
earth,  gravel,  stone,  timber  cr  other  materials,  on 
or  from  the  land  so  taken.  Provided,  that  the 
land  80  taken  otherwise  than  by  the  consent  of  the 
owners,  shall  not  exceed  one  hundred  feet  in 
width,  except  for  wood  and  water  stations,  unless 
where  greater  width  is  necessary  for  excavations, 
embankments,  or  depositing  waste  earth. 

Section  2.  Such  railroad  corporation  may  pur- 
chaseand  use  real  estate,  for  a  price  to  be  agreed 
upon  with  the  owners  thereof,  or  the  damages  to 
be  paid  by  such  corporation  for  any  real  estate 
taken  as  aforesaid,  when  not  agreed  upon,  shall  be 
ascertained  and  determined  by  commissioners,  to 
be  appointed  by  the  sheriff  of  the  county  where 
such  real  estate  is  situated,  in  conformity  with  the 
provisions  of  this  act. 


SfXTioN  3.  Whenever  any  railroad  corporation 
shall  take  any  real  estate  as  aforesaid,  of  any  mi- 
nor, insane  person,  or  married  woman  whose  hus- 
band is  under  guardianship,  the  guardian  of  such 
minor,  or  insane  person,  or  married  woman  with 
the  guardian  of  husband,  may  agree  and  settle 
with  said  corporation  for  all  damages,  or  claims  by 
reason  of  the  taking  of  such  real  estate,  and  may 
give  valid  releases  and  discharges  therefor. 

Section  4.  If  tha  owner  of  any  real  estate, 
over  which  said  railroad  incorporation  may  desire 
to  locate  their  road,  shall  refuse  to  grant  the  right 
of  way  through  his  or  her  premises,  the  sheriff  of 
the  county  in  which  said  real  estate  may  be  situ- 
ated, shall,  upon  the  application  of  either  party, 
appoint  six  disinterested  freeholders  of  said  county, 
not  interested  in  a  like  question,  xinless  a  smaller 
number  is  agreed  upon  by  the  parties,  whose  duty 
it  shall  be  to  inspect  said  real  estate,  and  assess  the 
damages  which  said  owner  will  sustain  by  the 
appropriation  of  his  land  for  the  use  of  said  rail- 
road incorporation,  and  make  report  in  writing  to 
the  sheriff  of  said  county,  who  shall  file  and  pre- 
serve the  same  ;  and  if  said  corporation  shall,  at 
auy  time  before  they  enter  upon  said  real  estate 
for  the  purpose  of  constructing  said  road,  pay  to 
said  sheriff  for  the  use  of  the  said  owner,  the  sum 
so  assessed  and  returned  to  him  as  aforesaid,  they 
shall  be  thereby  authorized  to  construct  and  main- 
tain their  railroad  over  and  across  said  premises  : 
Provided,  that  eitlicr  party  may  have  the  right  to 
appeal  from  such  assessment  of  damages,  to  the 
district  court  of  the  county  where  such  lands  are 
situated,  within  thirty  days  after  such  assignment 
is  made.  But  such  appeal  sliall  not  delay  the 
prosecution  of  tlm  work  upon  said  railroad,  if  said 
corporation  shall  first  pay  or  deposite  with  the 
sheriff,  the  amount  so  asses.sed  by  said  freohold- 
ers ;  and  in  no  case  shall  said  corporation  be  liable 
for  the  costs  on  ajjpeal,  unless  the  owner  of  said 
real  estate  shall  be  adjudged  entitled,  upon  the 
apiK'al,  to  a  greater  amount  of  damages  than  was 
awarded  by  said  freeholders.  The  company  shall, 
in  all  cases,  pay  the  costs  of  the  first  assessment. 

Section  5.  The  freeholders  so  appointed  shall 
be  the  commissioners  to  assess  all  damages  to  the 
owners  of  real  estate  in  said  county ;  and  said  cor- 
poration may,  at  any  time  after  their  ap]x>intment, 
upon  the  refusal  of  any  owner,  or  guardian  of  any 
owner,  of  lands  in  said  county,  to  grant  the  right 
pf  way  as  aforesaid,  by  giving  the  ^aid  owner  or 
guardian  five  days  notice  thereof  in  writing,  either 
by  personal  service,  or  by  leaving  a  copy  thereof  at 
his  or  her  dwelling,  with  some  member  of  the 
family  over  fourteen  years  of  age — have  the  dam- 
ages assessed  in  the  manner  herein  before  de- 
scribed. 

Section  6.  In  case  of  the  death,  absence,  neg- 
lect or  refusal,  of  any  said  freeholders  to  act  as 
commissioners  as  aforesaid,  the  sheriff  shall  sum- 
mon other  freeholders  to  complete  the  panel ;  and 
said  commissioners  shall  proceed  as  directed  in  the 
preceding  section.  Said  commissioners  shall  re- 
ceive two  dollars  per  day  each  for  their  services. 

Section  7.  If,  upon  the  location  of  said  rail- 
road, it  shall  be  found  to  run  through  the  land  of 
any  non-resident  owner,  the  said  corporation  may 
give  four  weeks  notice  to  such  proprietor,  if 
known  ;  and  if  not  known,  by  a  description  of  such 
real  estate,  by  publication  in  some  newspaper 
published  in  the  county  where  such  lands  maj'  lie, 
(if  there  be  any,  and  if  not,  in  the  nearest  one 
thereto,)  that  said  railroad  has  been  located 
through  his,  or  her,  lands.  And  if  such  owner 
shall  not,  within  thirty  days  thereafter,  apply  to 
said  sheriff  to  have  the  damages  as.sessed  in  the 
mode  prescribed  in  the  preceding  section,  sjvid 
company  may  proceed,  as  herein  set  forth,  to 
have  the  damages  as.sessed,  subject  to  the  same 
right  to  appeal,  as  in  cases  of  resident  owners  : 
and  upon  the  payment  of  the  damages  assessed  to 
the  sheriff  for  such  owner,  the  corporation  shall 
acquire  all  rights  and  privileges  mentioned  in  the 
5th  section  of  this  act. 

Section  8.  Any  railroad  corporation  may  raise 
or  lower  any  turnpike,  plank  road,  or  other  way, 
for  the  purpose  of  having  their  railroad  {tass  over 


or  under  the  s^e ;  and  in  such  cases,  said  corpo- 
ration shall  pfxi  such  turnpike,  plank  road,  or 
other  way,  as  toay  be,  in  as  good  repair  and  con- 
dition as  befor*  such  alteration. 

Section  9.  If  the  proprietors  of  »aid  plank  road 
or  turnpike,  cr  the  trustees  or  cky  council  having 
jurisdiction  of  such  ways  respectively,  require 
further  alteraiions  or  amendmidnts  of  such  turn- 
pike, road  or  Uay,  and  give  notice  thereof  in  wri- 
ting to  the  agent  or  secretary  of  such  railroad 
corporation  ;  fnd  if  the  parties  cannot  agree  re- 
specting the  s4me,  either  of  the  |>artics  may  apply 
to  the  countyljudge,  who,  after ]  reasonable  notice 
to  the  adverse  party,  shall  make  determination 
respecting  su^h  projwsed  alteilations  or  amend- 
ments, and  shall  award  costs  ii)  favor  of  the  pre- 
vailing party.  | 

Section  lO.j  If  such  railroact  corporation  shall 
unnecessarily  peglect  to  make  siich  alterations  and 
amendments,  ijhus  determined  u|)on  by  the  county 
judge,  the  sai  I  turnpike  corporation,  or  city,  or 
township,  shall  be  entitled  to  their  damages  for 
such  neglects. 

Section  11.  Every  railroad  porporation,  while 
employed  in  raising  or  lowering  any  turnpike  or 
other  way,  or  in  making  any  o|her  alteration  by 
means  of  whi<  b  the  same  may  bC  obstructed,  shall 
provide  and  k;ep  in  good  order  .Citable  temporary 
ways,  to  enabie  passengers  to  avoid  or  pass  such 
obstructions.  | 

Section  12t  Any  railroad  (corporation  may 
construct  and  jcarry  their  railro4d,  across,  over  or 
under,  railros|d,  canal  stream  lor  water  course, 
when  it  may!  be  necessary  in  ftic  construction  of 
the  same ;  anq  in  such  cases,  sai^  corporation  shall 
so  construct  their  railroad  crossings,  as  not  unne- 
cessarily to  iaipede  the  travel,  transjwrtation,  or 
navigation,  upon  the  railroad,  canal  or  stream,  so 
crossed.  Sai*  corporation  shall  be  liable  for  the 
damages  occajsioned  to  any  corporation  or  parly 
injured  by  reason  of  said  crossing. 

Skction  131  Every  railroad  '  coiporation  shall 
maintain  and  keep  in  repair  all  bridges,  with  their 
abutments,  wlich  such  corporation  shall  construct 
for  the  purpose  of  enabling  their  road  to  pass 
over  or  undejr  any  turnpike,  noad,  canal,  water 
course,  or  other  way. 

Section  14.  Every  railroad  corporation  shall  be 
liable  for  all  damages  sustained  by  any  person,  in 
conseijuence  of  any  neglect  of  the  provisions  of 
this  act,  or  of  any  other  negle^pt  of  any  of  their 
agents,  or  byf  any  mismanagettient  of  their  engi- 
neers, b}'  the  bcrsons  sustaining  such  damages. 

Section  lo]  Any  railroad  corporation  shall  be 
authorized  to  [pass  over,  occupy  tand  enjoy,  without 
payment  ofdsbnages,  any  of  the  school,  university, 
and  saline,  or!  other  lands  of  thl»  state,  provided  no 
more  of  such  lands  shall  be  taken,  than  is  required 
for  the  nece^ary  use  and  convenience  of  such 
corporation. 

Section  16.  When  any  persons  own  land  on 
both  sides  of  any  railroad,  the  Oorporation  owning 
such  railroad  tshall,  when  required  so  to  do,  make 
and  keep  in  ^ood  repair  one  causeway,  or  other 
adequate  mejns  of  crossing  the  (same. 

Section  17  Any  company  organizing  under 
this  act  shall  as  soon  as  convepiient  after  its  or- 
ganization, establish  a  principlJ  office  at  some 
point  on  the  i  line  of  its  road^  and  change  the 
same  at  pleasure,  giving  public  notice  iu  some 
newspaper  of  isuch  establishment  or  change.  And 
all  processes  afeainst  said  company  shall  be  served 
upon  the  preident  or  secretary,  or  by  lea\ing 
a  copy  at  ,he  principal  office  of  the  coipo- 
ration. 

Section  1^.  Every  company  organized  under 
this  act,  shal  be  required  to  ^rect,  at  all  points 
where  their  road  shall  cross  any  public  road,  at  a 
sufficient  elevation  from  such  public  road,  to  ad- 
mit of  free  ppsage  of  vehiclw  of  everj*  kind,  a 
sign,  with  lar^  and  distinct  letters  placed  there- 
on, to  giye  notice  of  the  proximity  of  the  railroad, 
and  warn  persons  of  the  necessity  of  looking  out 
for  the  cars.  J  And  every  company  neglecting,  or 
any  reftising  4o  erect  such  sign;  shall  be  liable  in 
damages  for  rII  injuries  occurring  to  persons  or 
property,  fronb  such  neglect  or  refusal. 
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!    Section  19     This^act 'to Hake  effect,  from  and 
after  its  publication  in  the  Iowa  Capital  Reporter 
and^Iowa  Republican,  published  in  Iowa  city. 
JAMES  GRANT, 

Speaker  of  the  House  of  Reps. 
W.  E.  LEFFINCWELL, 
President  of  the  Senate 
Approved,  Jan.  18th,  1853, 
S.HEMPSTEAD. 


Amerlean   Railroad  Journal. 


Saturday,  April  O,  1853. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  MspxTcn. 
They  respectfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
T\m€-t<Me.i,  Circulars,  Tickets,  <f«f.,  «f-f. 

J.  H.  SCHULTZ  &  ^CO. 

Neie  York.  April  9,  1853.  '1 


dollars,  at  the  rate  of  $4  84  to  the  pound  sterling, 
and  comparing  it  with  the  coinage  of  the  United 
States,  we  have  the  following  result  for  the  last 

five  years :     _ 

United  States.  Excess,  U.  S. 

S164,226,693  S70,988,644 

7,794,907  6,076,792 

300,874  241,303 


Great  Britain. 
Gold....  $93,240,049 
Silver...  2,718,116 
Copper..  59,671 


Actions  vs.  Railroad  Coinpaiile>« 

As  an  illustration  of  the  speculating  and  often 
frivolous  complaints  brought  against  railroad  com- 
panies, wo  arc  informed  that  out  of  flftefen  judg- 
ments rendered  .since  the  1st.  of  Janu.ary,  in  suits 
against  the  Hudson  River  railroad  company,  four- 
teen were  in  favor  of  the  company,  and  only  one 
(for  S89,)  against  them, 

A  proper  understanding  of  the  fate  of  these  claims 
would  discourage  the  predatory  system  of  warfare 
on  railroad  corporations,  incited  by  the  occasional 
publication  of  large  verdicts  in  extraordinary  cases. 

lionlavllle  and  Lake  Eric  Railroad* 

The  movement  made  some  time  ago  for  connect- 
ing Sandusky  and  Louisville,  by  means  cf  a  rail- 
road to  be  constructed  from  Huntsville,  on  the 
Mad  River  and  Lake  Erie  railroad,  through  Piqua 
and  Eaton,  has  attracted  the  attention  of  our  To- 
ledo neighbors'  who  talk  of  a  road  from  the  Ohio 
to  their  city.  The  Republican  says  that  "  it  is  pro- 
posed to  start  from  Jefiferson,  opposite  to  Louis- 
ville, and  extend  to  Madison,  from  thence  in  a  di- 
rect line  to  Eaton,  from  Eaton  to  Piqaa,  from 
Piqua  to  Findlay,  and  from  Findlay  to  Toledo. 
This  route  is  very  straight,  and  would  give  Louis- 
ville the  advantage  of  a  direct  connection  with 
Detroit  and  the  Canada  railroads,  which  it  would 
not  gain  by  any  other  route. 

(■  The  Coinage  In  England  and  the  United 
States. 

The  amount  coined   in  England  since  1848  is 

as  follows :       j  1 

Gold  coined.  Silver  coined. 

1848 £2,451,999  £36,422 

1849 2,177,955  119,592 

1860 1,491,836  126.096 

1851 4,400,411  87,868 

1862 8,742,270  189,696 

This  gives  a  total  of  £19,264,437  of  gold,  and 
£661,  594  of  silver ,  which,  added  to  £12,308,  the 
amount  of  copper  coined,  makes  a  total  of  £19,- 
838,376.  The  coinage  of  gold  in  1862,  it  will  be 
seen,  is  nearly  equal  to  that  of  the  four  previous 
years. 

By  reducing  the  above  amounts  from  pounds  to 


96,017,735  172,322,474  76,304,739 
By  the  above  it  appears,  that  the  excess  of  the 
coinage  in  this  country  for  the  five  years,  was  S76,- 
304,739.  In  the  year  1852  the  coinage  of  gold  in 
Great  Britain  was  $42,312,587.  In  the  United 
States,  $53,747,187.  Excess  in  favor  of  the  United 
SUtcs,  $14,664,800. 

Gommorce  of  Mllwrankee. 

We  have  before  us  the  business  statistics  of  the 
city  of  Milwaukee  for  the  year  ending  March  1st, 
1853,  as  published  in  the  Daily  Wisconsin.  The 
following  shows  the  amount  of  leading  articles 
shipped  during  the  year : 

Flour,  bbls 88,697 

Wheat  bu r 394,386 

Barley,  bu 345,620 

Oats,  bu 428,611 

Rye,  bu 67,759 

Live,  and  dressed  hogs  lbs 1,771,364 

Pork,  bbls 19,603 

Smoked  hams,  lbs 102,314 

Pickled    "        bbls 274 

Smoked  shoulders,  lbs 85,972 

Navv  beef,  bbls 6,661 

Beef  hams,  bbls 1,112 

Saleratus,  lbs 150,000 

Wool, lbs 351,121 

The  arrivals  for  the  year  were  as  follows : 

Steamers 841 

Propellers 330 

Schooners 393 

Sloops 1 

Brigs 34 

Total 1,599 

The  following  shows  the  amount  of  a  few  lead- 
ing articles  in  store  on  the  20th  inst : 

Flour,bbls : 45,220 

Pork,    "   15,821 

Beef,     "   269 

Lard,     "    1,640 

Wheat,  bushels 225,600 

Rye,  "      22,200 

Oats,  "      65,249 

Barley         "     36,600 

Flax  seed 274 

Wool,  lbs 7,311 

The  lumber  receipts  foot  up  as  follows : 

Lumber,feet 12,649,426 

Laths 1,565,000 

Shingles 6,820,000 

Shingle  bolts,  cords 800 

Cedar  posts 3,000 

There  were  packed  the  season  10,151  bbls.  of 
beef,  and  23,707  bbls  of  pork. 

The  total  value  of  articles  manufactured  in  the 
city  during  the  year  is  put  down  at  $2,050,663.32. 
One  hundred  and  twenty-nine  frame  and  40  brick 
buildings  have  been  put  up  at  an  estimated  cost  of 
$416,150. 

The  tonnage  owned  in  Milwaukee  is  represented 
as  follows : 

Sail  vessels  compl«ted 6,258  tons. 

"    now  being  built....  1,490    "        7,748 
Steam  tonnage 800 


length.  The  direct  road  is  now  in  operation  to 
Milton,  62  miles,  which,  together  with  the  Janes- 
ville  branch,  8  miles,  makes  70  miles  of  new  road 
now  in  running  condition,  and  tributary  to  Mil- 
waukee." 

"  Other  roads  surveyed  or  provisionally  charter- 
ed are  as  follows : 

Green  Bay,  Milwaukee  and  Chicago, 
Between  Milwaukee  and  Chicago,  miles . .  85 
"  "     Green  Bay 120 


Milwaukee  and  Beloit 

"        '■      Watertown 46 

Continuation  to  Fort  Winnebago 60 

La    Crosse    and    Milwaukee,    via    Iron 

Ridge 

Milwaukee  Fond  du  Lac  and  Green  Bay. 
Milwavkee  and  Mississippi 


205 

70 


96 

200 
130 
200 


Total  number  of  miles 901 

"  The  above  makes  seven  railroads  radiating 
in  different  directions  from  Milwaukee.  Of  these 
there  will  probably  be  built  at  the  end  of  the  pre- 
tent  year :" 

Milwaukee  and  Mississippi  to  Madison 100 

"  "      branch  to  Janesville . .     8 

Green  Bay,  Milwaukee  and  Chicago,  between 

Milwaukee  and  Chicago 85 

Milwaukee  and  Watertown 46 

La  Crosse  and  Milwaukee  to  Iron  Ridge 46 

Milwaukee,  Fond  du  Lac  and  Green  Bay,  to 
Fond  du  Lac 62 

Total  mwiber  of  miles 846 


Stoek  and  Honey  Market. 

The  condition  of  matter.s  in  Wall  street  are  pret- 
ty much  as  we  left  them  last  week.  Money  con- 
tinues in  good  demand,  without  any  particular 
stringency  in  the  market.  The  first  class  railroad 
securities  continue  in  good  request.  The  fancy 
stock  market  is  inactive.  The  receipts  of  rail- 
roads are  much  in  advance  of  those  of  the  pre- 
vious year,  wliich  tends  to  keep  up  the  price  of 
sound  securities. 

The  earnings  of  railroadli  for  the  month  of  March 
shows  a  large  increase  over  the  corresponding  pe- 
riod, for  the  past  year. 

The  earnings  of  the  Erie  road  for  March 

were $371,479  84 

Marcb,1862 251,170  61 


Total  number  of  tons 8,648 

Milwaukee  makes  the  following  show  respecting 
her  present  and  prospective  railroads : 

"  The  Milwaukee  and  Mississippi  railroad  will 
be,  when  completed  (with  its  branch  to  Janesville) 
to  the  Mississippi  river,  via  Madison,  200  miles  in  | 


Increase  48  p.  cent $120,329  23 

The  aggregate  earnings  of  January,  February, 

and  March  have   been $984,219 

1862 624,481 


Increase $359,738 

The  earnings  of  the  New  York  and  New  Haven 
railroad  for  March,  were : 

Passengers,  etc $54,728  67 

Freight 10,000  00 


Total $64,728  67 

Deduct  paid  Harlem  road  for  47,867 
passengers 4,173  26 


Net  earnings $60,555  41 

March  1852 53,282  60 


Increase $7,272  81 

March  1851 $48,511  66 

The  aggregate  earnings  of  the  first  three  months 
of  the  year,  with  all  the  drawbacks,  are  fully  up 
to  the  receipts  of  the  same  quarter  of  1851,  as  will 
be  seen : 

Jan.,  February,  March,  1863 $161,182  49 

Jan.,  Februarj',  March,  1862 160,007  74 


Increase  1863 $1,174  76 
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The  receipts  of  the  Toledo,  Norwalk  and  Cleve 
land  raih-oad  Co.,  for  March  were : 

Passengers $34,560  00 

Freights,  etc ^.^61  ~" 


00 


Total «43.521  00 

The  receipts  of  the  Little  Miami  railroad  Co.  for 

the  week  ending  March  27,  '63,  are.  .  .S10,911  34 

Do.  do.  do.  '52, 7,937  96 


Increase  nearly  30  per  cent.,  or...   $2,973  38 

The  following  is  the  business  of  the  Mint  at 

Philadelphia : 

COINAGE  FOR  MARCH, 

Chid.  Pieces. 

Double  Eagles 248,233 

Quarter  Eagles 108,406 

Dollars 458,133 


1863. 

Aviounf- 
S4,964,660  00 
271.015  00 
468,133  00 


lent,  and  every  thing  is  now  auspicious  for  the 
speedy  completion  of  the  work.  The  preparatory 
surveys  are  entirely  completed  to  Grafton,  and  are 
such  as  to  warrant  us  in  saying,  there  is  no  more 
favorable  route  in  the  state,  and  that  it  will  cost 
less  per  mile  than  almost  any  road  that  has  been 
hm]t:'—Ckvclan/i  Hcrahl. 


ToUl 814,772 

Three  cent  pieces 5,460,000 


S5,693,808  00 
163,800  00 


Total 6,274,772        $5,857,608  00 


Co^pper. 

Cents 403,376 

Half  cents 19,500 


4,033  76 
97  60 


Total ...6,697,648        $5,861,739  26 

GOLD  BULLION    DEPOSITED. 

From  California $7,440,000  00 

From  other  sources 70,000  00 


Total $7,150,000  00 


Silver  bullion  deposited . 


GOLD  DEPOSITED. 

1851.  1852. 

January $5,071 ,699  $4,061 ,688 

February....    3,004,907  3,010,222 

March 2.880.271  3.882,156 


22,000  00 

1853. 
$4,962,500 
3,548,623 
7,510,000 


Total. 


$10,956,877  $10,964,066  $16,021,023 

Cantral 


Pblladelpbia   and   Baltlmar* 
Railroad. 

We  learn  from  a  letter  in  the  Harford  Gazette, 
that  the  engineers  have  completed  one  continuous 
line  of  survey  from  Philadelphia  to  Baltimore, 
making  the  distance  between  the  two  cities  97 
miles.  But  they  now  propoi^e  to  make  the  road 
still  shorter,  and  with  that  in  view,  have  com- 
menced surveying  what  is  called  the  Conowingo 
route  ;  and,  if  ascertained  to  be  practicable,  it 
will  shorten  the  road  about  six  miles. 


Marlon  and  JHiMlsalnlwa  Valley  Railroad. 

This  company  was  organized  under  the  railroad 
law  of  Indiana  in  January  last.  It  is  intended  as 
a  link  in  the  line  from  Union  to  Chicago,  though 
it  proposed  now  to  extend  only  from  Marion, 
Grant  county,  to  Union,  a  distance  of  61^/^  miles. 
It  is  intended,  however,  to  extend  the  line  to  Pe- 
ru, a  distance  of  33  miles  further;  and  in  the 
whole  of  that  distance  it  will  follow,  within  from 
one  to  three  miles,  the  Mississiniwa  river,  and 
there  will  scarcely  be  a  deflection  in  the  line  of  the 
road,  so  favorable  is  the  ground  over  which  i 
will  pass. 

Cle-rclaad,  Coaliocton  and  Zanas'rlUe  Rail- 
road. 

At  a  meeting  of  the  stockholders  of  the  com- 
pany, held  at  Wooster,  on  Thursday,  Messrs.  R. 
Billiard,  and  P.  Handy,  of  Cleveland,  H.  Ains- 
worth,  and  D.  B.  Olcott,  of  Medina  county,  K. 
Porter,  S.  F.  Day,  C.  Spink,  J.  Jacobs,  R.  Stibbs, 
C.  Lake,  and  N.  McCoy,  of  Wooster,  were  elected 
directors,  and  on  Tuesday,  at  a  meeting  of  the 
directors,  K.  Porter  was  chosen  president,  J.  P. 
Coulter,  secretary,  and  E.  Quinby,  jr.,  treasurer. 
The  Wooster  Democrat  says — "  The  selections, 
both  for  the  directors  and  officers,  are  most  excel- 


Joarnal  of  Railroad  Law* 

THE  BROADWAY  RAILROAD  CASE. 

The  decision  of  the  Supreme  Court  on  this  im- 
portant ciise,  wa-s  pronounced  upon  Saturday  last. 
The  following  is  a  brief  abstract  thereof: — The 
petitioners  for  the  injunction  in  this  case,  alleged 
that  Broadway  was  an  ancient  street,  opened  by 
the  owners  of  the  land  through  which  it  jiassed, 
for  their  own  convenience  and  that  of  the  public — 
that  they,  the  said  petitioners,  owni/^ertain  lots 
fronting  on  Broadway, — and  that  they  also  own 
the  land  adjoining  their  said  lot.*;  to  the  centre  of 
the  street,  subject  only  to  the  easement  of  the 
right  of  way  thereon.  They  then  set  forth  the 
Broadway  railroad  grant  as  made  in  violation  of 
an  injunction,  and  without  due  authority, — and 
urge  that  the  proposed  double  railroad  track  will 
be  a  nuisance.  They  also  insist  that  a  grant  like 
the  one  in  question  could  only  Ik»  made  by  the 
sovereign  Legislature  of  the  State,  and  subject  to 
the  condition  of  making  due  compensation  to  the 
owners  of  the  jwljoiiiingproiK'rty, — and  finally  that 
the  grant  was  corrupt  and  illegal. 

Upon  these  grounds  a  pcri"»euial  injunction  to 
prevent  this  grant  from  being  earned  into  effect, 
was  asked  for. 

The  Court  held  that  the  question  a.s  to  the  gen- 
eral power  of  the  corporation  to  authorise  the  lay- 
ing down  of  a  railroad  track  in  the  city,  was  set- 
tled in  the  case  of  Drake  vs.  the  Hudson  Hirer 
Railroad  company ,  and  in  several  subsequent  ca.ses. 

Would  the  proposed  railroad  be  a  nuisance? 
There  was  a  possibility  that  it  would  ultimately 
prove  such.  But  it  was  considered  too  early  for 
the  court  now  to  interfere  with  the  grant  upon 
such  ground. 

In  resjject  to  the  inquiry  ;is  to  whether  the  jKiti- 
lioners  owned  land  fronting  on  their  lots  to  the 
centre  of  Broadway,  and  were  entitled  tocomi>en- 
sation  if  deprived  of  it.  The  opinion  of  the  court 
was  expressed  iu  the  following  terms  : 

"  It  is  an  elementary  principle  of  the  law  that 
where  a  power,  right,  or  thing  is  granted,  either 
to  a  natural  or  an  artificial  )>ei-son,  all  the  incid 
ents  are  granted  which  are  necessary  to  the  en 
joyment  of  the  power,  right  or  thing.  And  wheth 
er  the  corporation  be  the  owner  of  the  fee  of  the 
streets  in  trust  lor  the  public,  or  whether  it  l)e 
merely  the  trustee  of  the  streets  and  highways  as 
such,  irrespective  of  any  title  to  the  soil,  it  has  the 
power  to  authorise  their  appropriation  to  all  such 
uses  as  are  condusive  to  the  public  good,  and  do 
not  interfere  with  their  complete  and  unrestricted 
use  as  highways  ;  and,  in  doingso,it  is  not  obliged 
to  confine  itself  to  such  uses  as  have  already  been 
permitted.  As  civilization  advances,  new  uses 
may  be  found  expedient.  It  was  upon  this  prin- 
ciple that  the  existing  railways  in  this  city  and  in 
Albany,  and  the  tunnels  in  the  city  of  Brooklyn 
and  in  the  village  of  Whitehall  have  been  sanc- 
tioned. 

The  next  question  discussed  by  the  court  sub- 
stantially as  follows,  was  whether  the  corporation 
had  the  right  to  make  the  railroad  grant  in  this 
particular  case  ? 

The  Common  Council  of  New  York  may  make 
such  laws  as  shall  seem  proper.  They  have  in 
this  respect  a  large  discretion  within  the  limits  of 
the  charter,  and  whether  their  laws  are  wise  or 


unwise,  prompted  by  good  or  Ijy  bad  motives,  the 
court  \iill  not  inquire.  But,  inj  respect  to  the  acts 
of  the  corporation,  in  reference  to  its  private  prop- 
erty, they  stand  on  a  very  difTfrent  footing.  Such 
property  is  h?ld  for  the  coniinoli  benefit  of  all  the 
corporators,  rind  in  regard  toj  such  property  the 
corporation  exercises  an  important  trust.  If  such 
property  be  squandered,  it  is  ub  excuse  to  say  that 
the  coq)oratif>ii  were  dieting  in  ^leir  legislative  c«^ 
p.-icity.  The  y  were  not  so  aot^ig.  They  were  in 
the  jjosiiion  )f  any  other  in<liv|dual  holding  prop- 
erty in  trust.  Tlie  mere  f;»ct  t|iat  the/ornts  of  le- 
gislation wer?  used,  will  make  jno  diflR'rencc  in  the 
character  of  their  acts.  If  the  |brm  of  proceedings 
defined  the  ;ict,  then  many  of -the  proceedings  of 
Banking,  Insurance,  Railroad  : Companies,  are  k- 
gislative  act.* ,  as  they  are  conducted  more  or  less 
according  to  j)arlianientary  rulps.  When  a  corpo- 
ration either  public  or  private^  deals  with  its  pri- 
vate property,  its  acts  are  eciually  of  a  private 
character,  ard  so  subject  l<>  jniicial  contnJ.  Oth- 
erwise, the  <or]»oration  might  j^t  their  next  meet- 
ing, under  th  e  pretext  of  a  legislative  proceedings 
distribute  anong  themselves  ill  the  pro|)erty  be- 
longing to  tl  e  city.  This  distinction  between  the 
public  and  tlie  private  proce<Mings  of  the  corpora- 
tion is  well  sustained  by  authfljrity. 

•'In  the  case  irf  Frewin  vs.  Ii?wis.  (4  Mylne  and 
Craig,  249,)  which  was  a  sui|.  against  the  Poor 
Law  Comiiiii  sionors.  vho  are  ^i  tfiiasi  public  cor- 
jjoration,  Loid  Cottenham,  in  kiviug  his  opinion, 
said,  'So  Ion;  j  as  these  functionaries  strictly  confine 
thcm.selves  ivithin  the  exercise  of  those  duties 
which  are  confided  to  them  byjlaw,  this  Court  will 
not  interfere  The  Court  will  tiot  interfere  to  see 
whether  any  alteration  or  regulation  which  they 
may  direct  in  good  or  bad,  but  if  they  are  depart- 
ing from  tha;  power  which  tht  law  has  vested  in 
them,  if  thej  are  assuming  to  themselves  a  power 
over  i)ropert ,'  which  the  law  does  not  give  them, 
this  Court  n<  i  longer  considers  ',  them  as  acting  un- 
der the  auth  >rity  of  their  confuission,  but  treats 
them,  whether  tliey  be  a  corporation  or  individu- 
als, merely  a <  jHjrsons  dealing  ^ith  property  with- 
out legal  aut  liorifv.'"  \ 

The  Couri  thus  arrived  atj  the  inquiry  aa  to 
whether  the  corporation  has  Violated  its  duty  as 
trustee  in  miking  the  grant  under  commission. 

The  defendants  had  paid  nothing  for  the  rail- 
road grant,- -and  the  only  ami)unt  in  which  thej' 
would  be  bomd  to  the  city  wa$  the  annual  license 
fee  of  each  car  employed, — it;  being  also  agreed 
that  only  tiv ;  cents  would  be  jsharged  ai>  a  single 
fare. 

It  had  been  shown  that  six'oflfers  to  constract 
the  railroarl  n  question  had  be^n  made  to  the  cor- 
poration by  <  (ther  parties  than]  the  defendants. 

One  of  those  oflers,  if  accepted,  would  have  pro- 
duced $250,(00  for  the  benefit  of  the  city.  Anoth- 
er $300,000,  ind  another  $100,»00,  the  fare  in  each 
case  to  be  fbed  at  five  cents,  |ts  above.  Another 
$1,000,000  tlie  fare  of  each  paisenger  being  three 
cents.  i 

The  Court  was  upon  the  w|iole  of  the  opinion, 
that  the  rejc  :ted  ofR;rs  were  \'^ry  far  more  advan- 
tageous to  ttie  public  than  tiat  accepted. — and 
that  the  goo<  I  faith  of  those  wljose  oflfers  had  been 
so  rejected  had  not  been  sufHciently  impeached. 

With  this  -iew  of  the  ca.se,  the  Court  was  of 
opinion  that  the  corporation  hid  shown  an  entire 
disregard  bo  h  of  the  public  interests  and  of  their 
own  duties,  in  making  the  grafllt  in  question, — and 
that  the  former  were  bound  to  prevent  the  grant 
from  being  ckrried  into  effect. 

The  injunction  was  accordingly  granted. 
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Cltle»80  I  Ita  Coauneree,  Proffresa  and  Rall- 
roadt* 

The  rapid  growth  of  the  city  of  Chicago,  and 
the  progress  of  that  portion  of  our  territory  lying 
WMt  and  southwest  of  Lake  Michigan,  in  popula- 
tion, in  extent  of  production,  in  commerce  and 
wealth  ;  and  the  celerity  with  which  its  people 
have  availed  themselves  of  all  those  agencies, 
which  to  our  highest  comfort,  but  which  are  sup- 
posed to  be  attainable  only  in  old,  rich,  and  dense- 
ly settled  communities — afford  a  striking  illustra- 
tion of  what  our  people  are  doing  and  achieving 
in  every  portion  of  the  country.  And  we  believe 
we  cannot  present  anything  more  interesting — or 
in  fact,  useful — to  our  readers,  than  ^  brief  ac- 
count of  the  wonderful  development  which  the  ten 
past  years  has  witnessed  in  the  great  "North- 
west." I 

The  city  of  Chicago  is  situated  upon  the  south- 
western shore  of  Lake  Michigan,  and  occupies  one 
of  the  most  important  points  upon  the  continent. 
From  the  southern  extremity  of  this  lake,  to  the 
northern  shore  of  Lake  Superior,  in  a  direct 
northerly  and  southerly  line,  the  distance  is  not 
far  from  600  miles.  These  lakes,  of  course,  pre- 
sent a  complete  barrier  to  any  highway  which  is 
not  itself  upon  the  water.  The'  northern  shores, 
both  of  Lakes  Huron  and  Superior,  present  innu- 
merable obstacles  to  the  construction  of  a  rail- 
road. In  going  from  east  to  west,  therefore,  all 
our  avenues  of  trade  and  travel  deflect  around  the 
southern  shore  of  Lake  Michigan  ;  and,  as  this 
point  is  upon  a  lower  parallel  than  many  of  our 
leading  eastern  cities ;  and  as  there  is  an  illimit- 
able extent  of  fertile  country  lying  to  the  north 
and  west  of  this  lake,  which  is  now  filling  up  with 
extraordinary  rapidity,  the  value  of  the  position 
that  Chicago  occupies,  in  a  commercial  and  polit- 
ical point  of  view,  will  be  readily*appreciated. 

The  city  of  Chicago  bears  the  same  relation  to 
the  country  lying  to  the  south  and  west  of  it,  that 
New  York  does  to  the  whole  union.  Frotti  the 
western  shore  of  lake  Michigan  a  boundless  plain 
extends  to  the  slopes  of  the  Rocky  mountains. 
This  great  plain  possesses  a  soil  of  surpassing  fer- 
tility, is  underlaid  with  vast  beds  of  coal  and  iron 
ore,  enjoys  a  salubrious  climate,  and  is  just  in  that 
condition  to  be  turned  to  the  best  account,  with 
he  least  labor.  The  greatest  part  of  it  has  suffi- 
cient timber  scattered  upon  the  water  courses  for 
domestic  purposes,  while  open  prairies  in  eve- 
ry direction,  have  only  to  be  turned  over  with  the 
plough,  to  be  prepared  for  crops,  which  may,  ap- 
parently, be  repeated  for  any  length  of  time,  with- 
out dressing,  or  rotation. 

We  see  no  reason  for  believing  that  a  city  can 
grow  up  still  further  west,  that  can  in  any  manner 
intercept,  or  divert  the  trade  of  this  vast  region. 
Chicago  is  too  strongly  intrenched  in  her  natural 
advantages,  to  allow  such  a  supposition.  Although 
by  the  St.  Lawrence  this  city  is  2000  miles  from 
the  ocean,  it  is  accessible  by  sea  going  vessels  of 
400  tons  burden,  and  from  all  the  lakes,  but  Su- 
perior, by  the  largest  class  lake  steamers.  Mer- 
chandise from  New  York  can  be  laid  down  in  Chi- 
cago, at  less  cost  than  in  any  other  of  the  great 
western  cities,  and  consequently  it  must  become 
the  point  of  distribution  over  a  greater  extent  of  ter- 
ritory than  any  other  western  city.  In  commercial 
advantages  it  is  certainly  not  surpassed  by  any, 
that  may  be  termed  interior  city,  in  the  world. 
By  the  St.  Lawrence  it  is  accessible  ft-om  the  ocean 


by  large  steamers  and  sailing  craft;  and  from  N. 
York  by  the  Erie  canal.  Two  years  more  will 
open  in  to  her  Lake  Superior  with  Its  inexhausti 
ble  mines  of  copper  and  iron.  The  completion  of 
the  SauU  Ste.  Marie  canal,  will  extend  many  hun 
dred  miles  the  present  area  of  her  lake  commerce, 
and  when  we  consider  that  our  great  interior  lakes 
are  surrounded  with  a  country  possessing  a  soil 
of  remarkable  fertility,  and  that  vast  beds  of  coal 
and  iron,  the  great  agents  in  modem  civilization 
are  found  almost  upon  their  very  shores,  the  ex- 
tent of  the  commerce  that  must  float  upon  their 
bosoms,  can  hardly  be  estimated  by  the  most  san- 
guine imagination. 

Chicago  has  equally  favorable  connections  with 
the  southern  state,  by  the  Illinois  canal  and  Riv- 
er, by  means  of  which  a  direct  communication  is 
maintained  with  the  Qulf  states  for  a  considerable 
portion  of  the  year.  Between  the  states  bordering 
on  the  lakes  and  the  Gulf  of  Mexico,  a  large  trade 
must  always  exist  from  the  total  dissimmilarity  of 
their  products  ;  the  former  producing  the  cereals, 
and  stock  ;  and  the  latter  cotton  and  sugar.  The 
lines  of  communication  that  connect  these  two  ex- 
tremes of  the  country,  may  be  said  to  coincide  with 
the  natural  routes  of  commerce.  Lake  Michigan 
would  appear  to  have  been  prolonged  toward  the 
Gulf,  to  facilitate  the  economical  distribution  of 
the  products  of  the  otherwise  widely  separated 
extremes  of  the  t-ountry.  As  it  is,  Chicago  is  a 
port  of  easy  access  from  the  Gulf,  as  well  as  from 
the  Atlantic  ocean,  and  a  convenient  one  for  dis- 
tribution over  all  the  northern  and  northwestern 
states,  of  the  products  of  the  country  lying  upon 
our  great  southern  boundary, — t  lie  Gulf  of  Mexico. 

Such  are  some  of  the  advantages  of  position  to 
which  Chicago  owes  in  a  great  measure  her  pres- 
ent growth  and  i)rosperity.  But  she  has  not  re- 
lied upon  these  alone.  No  city  in  the  U.  States 
has  taken  up  with  more  zeal,  or  prosecuted  with 
more  energy,  works  of  artificial  improvement,  that 
promised  to  add  to  her  present  strength,  or  ability 
to  command  a  large  trade,  and  no  one  is  reaping  a 
better  return  for  its  enterprise.  To  present  a  no- 
tice of  those  works,  is  one  of  the  purposes  of  this 
article;  but  we  will  first  give  a  brief  view  of  the 
progress  of  this  city,  in  population,  wealth  and 
commerce,  from  an  early  date  up  to  the  present 
time. 

In  1830  the  census  of  that  year  indicated  the  ex- 
istence of  no  such  town.  In  1832,  and  '3,  it  was 
the  theatre  of  military  operations  in  the  Black 
Hawk  war.  In  1840  its  first  census  was  taken, 
which  gives  it  4,479  inhabitants.  The  increase  ac- 
cording to  the  several  enumerations  since  that  time 
is  as  follows  : 

1843 7,580      1858 20,023 

1845 12,088      1849:   23,470 

1846 14,169      1850 28,267 

1847 16,859      1862 38,269 

From  the  rapid  increase  known  to  have  taken 
place  the  past  year,  consequent  upon  the  progress 
of  railroads  and  the  accumulation  of  business  of 
every  kind,  it  is  estimated  by  good  judges  that  the 
populaiion  of  the  city  at  the  present  date  cannot 
be  less  than  60,000. 

The  following  statement  shows  the  amount  and 
increase  of  the  taxable  property  in  the  city  for  a 
series  of  years  since  1840.  The  sums  given  are 
copied  from  the  Collector's  books,  and  do  not  re- 
present one  quarter  of  the  real  value  of  the  prop- 
er* .  1 


1847 6,189,886 

1848 9,986,000 

1849 7,617,102 

1860 8,101,000 

1861 9,481,826 

1862 12,081,037 


1840 1,864,206 

1841 1,888,160 

1842 2,326,240 

1843 2,250,736 

1844 8,166,446 

4846 3,669,124 

1846 6,071,402 

The  following  statement  will  show  the  progres- 
sive value  of  the  exports  and  imports  of  the  city 
for  a  series  of  years:  ' 

IMPORTS. 

1836 326,203     1843 971,849 


1837 373,677 

1838 679,174 

1839 630,980 

1840 562,106 

1841 564,347 

1842 664,349 

EXPORTS. 


1844 1,686,416 

1846 2,043,446 

1846 2,027,167 

1847 2,641,862 

1851 24,410,400 


1843 682,210 

1844 786,604 

1846 1,643,619 

1846 1,813,468 

1847 2,296,299 

1851 5.396,474 


1836 1,000 

1837 10,066 

1838 16,000 

1839 28,843 

1840 228,636 

1841 348,862 

1842 669,305 

The  proposed  articles  of  import  are  foreign  and 
domestic  merchandise,  and  lumber;  of  export, 
wheat,  Indian  corn,  lard,  bacon,  beef,  salted  pork, 
and  wool ;  of  lumber  there  were  imported  in  1861 
126,166,000  feet.  The  exports  for  the  same 
year,  were  com  3,221,317  bushels;  lard,  2,- 
976,747  lbs.;  Hams,  899,504  do ;  tallow,  1,084,377 
no  ;  wool  10,86,944  do. 

The  arrivals  at  Chicago  by  lake  in  1860,  were 
as  follows :  steamers  662 ;  propellers  183 ;  schrs. 
1182  ;  brigs  239 ;  barques  13 ;  total  2277  ;  total 
tonnage  956,500.  We  have  not  the  returns  for  the 
past  year.  They  would,  however,  show  a  great 
increase  over  the  business  of  1861. 

But  it  is  in  the  extent  of  the  railroads  in  pro- 
gress and  operation,  that  challenges  our  admira- 
tion. The  following  statement,  copied  from  the 
Chicago  Free  Democrat,  shows  the  number  of  trank 
and  radiating  lines,  all  of  which  are  based  upon 
that  city : 

TRUNK  ROADS. 

Michigan  Central 280  miles. 

Michigan  Southern 243      " 

Chicago  and  Gaiena,  to  Freeport 125 

Chicago  and  Rock  Island 180 

Chicago  and  Aurora 86 

Illinois  and  Wisconsin 175 

Chicago  and  Fort  Wayne 180 

Mississippi  and  Chicago 280 

Lake  Shore 92 

111.  Central,  (Chicago  to  Cairo,) 863 

New  Albany  and  Salem 286 
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BRANCH  ROADS. 

Beloit  Branch  of  Galena  road 21  miles. 

Beloitand  Madison,  (Extension,) 63 

Dubuque  and  Galena,  to  Janesville 86 

"        "        to  Freeport 67 

Savanna  and  Freeport  Branch 35 

Galena  Branch  of  111.  Central,  from  Free- 
port  to  junction  with  Aurora  roatl 60 

Fulton  city  to  Dixon,  branch 39 

111.  Centrad,  from  Clinton  county  to  junc- 
tion with  Aurora  road 196 

Northern   Cross    and    Central  Military 
Tract,  from  Quincy,  to  connection  with 

Aurora  road 180 

St.  Charles  Branch  of  Galena  road 7 

Fox  River  Valley 40 

Mineral  Point  Branch  road 82 

Janesville  to  Madison 34 

Total  miles  of  Branch  Roads 849 
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The  Burlington,  Oquawka  and  Peoria  road  feed- 
ing into  the  Central  Military  ft*om  two  points  on 
the  Mississippi,  and  from  Peoria  on  the  Illinois, 
and  taken  into  the  account,  though  it  is  acknowl- 
edged that  it  will  be  an  important  contributor  to 
the  trade  of  the  city  ;  nor  is  the  Mobile  &  Ohio 
included,  which  is,  in  reality  a  continuation  of  the 
Illinois  Central  to  Mobile,  nor  the  various  lines  in 
Iowa,  continuing  the  roads  touching  tlie  Mississ- 
ippi' westward  to  the  Missouri. 

Below  we  give  a  brief  description  of  the  routes, 
objects,  and  state  of  progress  of  the  above  roads  : 

The  Galena  and  Chicago  Union  railroad  may  be 
considered  the  parent  road  of  the  state.  It  was 
projected  in  1836,  but  failed  with  the  general 
prostration  of  1837.  In  1847  a  company  was  re- 
organized with  Wm.  B.  Ogden,  as  president,  and 
John  B.  Turner  as  sui)erintendent.  Soon  after  the 
organization,  a  committee  of  directors  went  over 
the  line  to  ascertain  the  probable  amount  of  its 
business,  and  after  a  careful  enquiry  found  that 
only  two  and  a  half  i>er  cent  of  the  county  within 
a  belt  of  a  few  miles  in  width  along  the  line  of  the 
road  was  under  cultivation.  The  estimate  of  pas- 
sengers after  the  completion  of  the  first  division  to 
Fox  river  was  17,000.  After  a  thorough  canvass 
of  the  city  and  adjoining  country  for  months,  sub- 
scriptions were  obtained  to  the  extent  of  about 
$400,000,  of  which  it  was  supposed  two-thirds 
would  be  paid  up,  and  the  rest  partly  paid  and  for- 
feited. Op  proceeding  east  to  obtain  loans,  none 
could  be  got  on  the  credit  of  the  company,  and  its 
agents  were  obliged  to  pledge  their  individual 
names.  When  the  road  reached  a  point  about  14 
miles  from  Chicago,  the  public  were  astonished  to 
find  that  its  business  had  exceeded  all  expectation, 
and  was  paying  6  to  8  per  cent  on  the  outlay.  Fi- 
nally it  reached  Fox  River,  and  the  demands  of 
trade  far  outran  the  means  of  the  road  to  accom- 
modate it.  The  stock  went  up,  and  ten,  twelve, 
fifteen  and  sixteen  per  cent,  in  regular  half-yearly 
dividends  was  successively  declared.  The  esti- 
mates of  the  engineer  of  the  business  to  be  expect- 
ed on  its  completion  were  greatly  surpassed  by  the 
actual  results,  when  but  one  third  of  the  road  was 
finished.  _■'.■■ 

The  Chicago  and  Aurora  raUroad  has  been  com- 
pleted to  Aurora  for  two  years,  and  a  little  over  a 
year  ago  books  were  opened  for  stock  to  extend  it 
45  miles  further  to  a  point  north  of  La  Salle  where 
it  is  to  be  met  by  the  Illinois  Central  from  the 
south,  the  Galena  branch  of  the  .s^me  road  from 
the  north-west,  and  the  Northern  Cross  and  Cent. 
Military  Tract  road  from  Quincy.  The  Aurora 
road  will  be  completed  by  the  first  of  August, 
when  it  will  be  met  by  the  Central  road,  and  in 
one  month  after  the  N.  C.  &  C.  M.  railroad  is  also 
to  be  finished. 

The  Chicago  and  Rock  Island  road  is  to  run  from 
Chicago  to  Rock  Island  on  the  Mississippi,  a  dis- 
tance of  180  miles.  This  road  is  completed  to 
Peru,  on  the  Illinois  river,  a  distance  of  100  miles 
and  the  work  is  rapidly  advancing  beyond  that 
point.  It  is  proposed  to  bridge  the  Mississippi  at 
Rock  Island,  and  to  extend  this  road  westward 
through  Iowa  to  Council  BluflF. 

The  Chicago  Branch  and  the  Illinois  Central 
will  connect  Chicago  with  Cairo,  353  miies. 

In  connection  with  the  Mobile  and  Ohio  road  it 
vstXL  soon  be  practicable  to  travel  from  Chicago  to 
Mobile  in  48  hours.    Thie  period  will  be  all  that 


will  be  required  to  exchange  climates  so  widely 
dissimilar  as  are  those  of  the  Lake  and  the  Gulf. 

The  length  of  the  Chicago  and  Mississippi  rail- 
road is  280  miles,  connecting  Alton  and  Chicago, 
of  which  the  section  from  Alton  to  Springfieki  is 
completed  while  that  from  Springfield  to  Bloom- 
ington  is  under  contract  to  be  finished  by  the  first 
of  August.  At  Bloomington  it  will  connect  with 
the  Illinois  Central,  so  that  on  reaching  that  point, 
railroad  communication  will  be  opened  between 
Alton  and  Chicago,  by  way  of  the  Central  and  R. 
Island  roads. 

The  lUinms  and  Wisconsin  road  runs  in  a  north- 
westerly course  from  Chicago  to  Janesville,  in  Wis- 
consin, and  branching  there,  one  branch  to  Fond 
du  Lac,  and  another  to  Madison  and  thence  to 
Minnesota.  The  wiiole  line  is  under  contract. — 
This  road  has  a  six  feet  guage.  A  branch  has 
been  projected,  on  the  same  guage,  from  Janes- 
ville to  Galena  and  Dubuque,  and  these  latter  sites 
have  each  guarantied  a  aubscriptioa  of  S200,000 
for  its  construction.     ;,  ;^    .:  i.'.'v  v  ' ' ;     .  v         ! 

The  LMkf!  Shore  road,  connecting  Chicago  with 
Milwaukee,  needs  only  ^200,000  further  to  be  sub- 
scribed to  put  the  entire  line  between  the  twe  cities 
under  contract.  ' 

The  Mich.  Soulhcrn  is  at  present  the  great  route 
of  travel  from  Chicago  towards  the  East,  extending 
from  that  city  to  Monroe  and  to  Toledo,  here  it 
connects  with  the  roads  running  to  the  seabord 
as  well  as  those  leading  to  Pittsburgh  and  Cincin- 
nati. When  the  direct  connections  shall  have 
been  made,  and  the  different  guages  of  the  Lake 
Shore  reduced  to  uniformity,  passengers  will  pass 
but  one  night  in  the  cars,  in  going  from  Chicago 
to  the  eastern  cities.  1 

The  Michisan  Central  has  the  same  general  di- 
rection as  the  last  named  road,  and  on  the  1st.  of 
next  September  will  unite  with  the  Great  Western 
Canada  road,  which  will  give  it  a  very  direct  line 
to  the  East.  AVhen  this  connection  is  made,  pas- 
sengers will  be  carried  in  thirty-two  hours  from 
Chicago  to  New  York.  .  ,  | 

The  Chicago  and  Fort  Wairne  road  is  one  of  the 
most  important  lines  leading  east  from  Chicago, 
being  the  extension  of  the  Pennsylvania  &  Ohio 
and  the  Baltimore  &  Ohio  railrojids,  and  being  on 
the  shortest  line  towards  the  cities  of  the  seaboard. 
It  will  also  open  to  the  trade  of  Chicago  the  rich 
counties  of  Lake,  Porter,  Marshall,  Kosciusko, 
Whitley,  and  Allen,  in  Indiana,  counties  not  now 
in  connection,  to  any  extent,  with  the  other  roads. 

The  branche.s  of  the  lines  terminatingin Chicago 
are  not  unimportant  in  giving  perfection  to  the 
system. 

The  Northern  Cross  and  Central  Mdilartj  Tract 
road  extends  from  Quincy,  on  the  Mississippi,  to 
a  point  near  La  Salle,  where  it  connects  with  the 
Chicago  and  Aurora.  It  has  a  feeder  in  Oqua- 
ka  branch  of  the  Peoria  and  Burlington  Road, 
which  gives  it  a  connection  with  the  Mississippi, 
at  Oquawka.  The  whole  road  will  be  finished 
during  the  year. 

The  St.  Charles  Branch  of  the  Galena  and  Chi- 
cago road  accommodates  the  business  of  St.  Char- 
les and  Galena,  flourishing  towns  on  the  Fox 
river. 

The  Beloit  Braruh  is  to  ran  from  Belvidere  to 
Beloit,  and  is  now  in  process  of  construction,  and 
to  be  opened  next  July  or  August.     At  Beliot  it 


tending  through  Janesville  to  Madison,  a  distance 
of  63.  The  Stock  is  partly  taken,  and  the  section 
between  Beldit  and  Janesville  ^ill  be  finished  du- 
ring the  present  year.  J 

The  Sarotin^  Branch  is  35  miles  long,  and  tbe 
nearest  rout*  to  the  Mississippi,  by  the  Chicago 
and  Galena  r  >ad.  The  stock  h  already  subsciib- 
ed,  and  the  r  )ad  will  soon  be  Jut  under  contract, 
and  compIeUd  during  the  year. 

The  Dubu^iic  and  Galena  branch  of  the  Illiaoio 
Central  will  1  bed  the  Chicago. and  Galena  road, 
from  Galena  Lo  Dubuque.  Mi^ch  of  the  work  is 
already  done ,  and  the  whole  is  expected  to  be 
completed  bj  Uie   1st.  of  Augolit  next. 

The  FuJl^'i  Branfk  extendi  from  Fulton  city 
on  the  Missis  »i^i,  to  Dixon,  on^  the  Galena  Branch 
of  tlic  Illinois  Central  road,  ajdistance  of  thirty- 
nine  miles.  {I 

The  Fox  River  Brunch  is  to  extend  from  Elgin, 
in  the  valley  of  the  Pox  River,  north  to  the  State 
line,  a  distant  of  forty  miles.  The  surveys  have 
been  made,  t  le  company  organised,  and  the  friends 
of  the  work  confident  of  sncccsfi.  It  is  to  be  met 
at  the  State  I  ine  by  the  people  of  Wisconsin,  who 
intends  to  coitinue  it  forty  miles  further  up  the 
valley  of  the  Fox  River.  It  js  also  proposed  to 
extend  from  he  State  lino  a  Branch  northwest  to 
the  great  herd  of  the  Wisconsin  River. 

The  Miner 'd  Point  Branch  Is  intended  to  leave 
the  Galena  bl  ancli  of  the  the  UK  Central  road,  8oni« 
distance  west  of  Freeport,  andrtiii  to  Mineral  Point, 
the  very  heait  of  the  lead  region.  The  distance  is 
thirty-two  m  les,  and  the  county  equally  rich  in 
agricultural  and  mineral  prodni^Ui.  It  will  be  fin- 
ished, it  is  b<  lie  ved  in  1863.      j 

The  Dubu4^ve,  Galena  and  \Wisarnsin  Branch 
is  to  be  const  ructed  on  the  »{%.  feet  guage,  from 
Dubu<iue  to  <  ialena.  through  the  southern  tier  of 
of  counties  ir  Wisconsin,  to  Jiinesville,  where  it 
connects  with  the  Illinois  and  tVisconsin  road. 

A  period  o  "three  years  will  fitness  the  comple- 
tion of  at  lea  It  3,000  miles  of  riad,  all  based  upon 
Chicago,  a  ci  y  which,  15  yca4s  .igo,  hardly  had 
an  existence,  even  in  name.  Ouring  the  same  pe- 
riod, a  vast  t  ;rritory,  embracin|^  an  area  equal  to 
that  of  seve  -al  of  our  latest  States,  will  have 
been  reclaimed  from  nature,  land  filled  with  an 
active,  indusi  rious  and  prosjjeroius  people.  Where 
can  the  work    show  a  parallell  t 


The  populii 
was  117,360. 
160,120.       Tlj 
according  to 
810.     In  1852 


Pitl|sbvrKh  and  ClaKlaaati. 

In  the  moiith  of  August,  1830,  the  population 
of  the  city  of  Pittsburgh  was  86^,771.  In  Januan', 
1853,  it  was  110,241.  The  talue  of  taxables, 
©65,000,000.  I 

ion  of  the  city  of^Cincinnati  in  1S60 
On  the  1st  of  Jaoluary,  1853,  it  Vas 
e  taxable  property  of  that  djty, 
he  assessments  in  1851,  was  $43,4d2,- 
it  was  S60,462,110  ;  but  the  actual 
value  of  taxables  at  fair  valuation  now  reaches  to 
at  least  $100,000,000.  j 

The  entire  debt  of  the  city  of  Cincinnati  on  the 
Ist  of  Januark'  last  was  $2,240^000.  $450,000  of 
that  sum  is  aflnan  of  credit  to  four  railroad  com- 
panies, when  ja  first  mortgage  ion  the  respective 
roads  is  given!  to  secure  the  city  in  the  repayment 
of  the  amount,  with  interest :  so  that,  in  fact,  the 
city  debt  is  ^450,000  less  than  the  amount  stated 
above.  I 

The  city  owns,  in  her  corpotate  csq>actty,  real 
and  personal  property  within  her  limits,  incloding 
the  water  woifes,  valued  at  S4,$75,677  86.  Thi^ 
estimate  does  i  not  include  the  citv's  stock  in  the 


Whitewater  CKnal  company,  which  cost  $430,000, 
connect*  with  the  Beliot  and  Madison  Branch,  ex-l  but  is  now  of  uncertain  value,    The  revenue  of 
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the  city  for  1862,  arising  fVom  taxation  and  all 
•ources,  was  433,200. 


The  committee  of  finance  of  the  Virginia  legis- 
lature have  made  the  following  statement  of  the 
debts  and  liabilities  of  the  state  on  the  1st  inst. 
Bonds  held  by  the  public        -        $15,669,516  31 
Bonds  held  by  the  board  of  public 

works  and  literary  fund       -  1,622,518  91 

Old  valid  subscriptions         -         -        1,144,269  46 
Authorized  by  former  laws      -  684,460  00 

Guaranteed  bonds         -         -        -        3,914,874  00 
Temporary  loans    ...        -       328,400  00 


23,164,037  68 

Loans  at  present  session  to  1st  March, 

1863         -        ...        -         2,400,00000 

Direct  appropriations  to  internal  im- 
provement companies,  up  to  same 
day        -        -        -        -        -  1,293,000  00 

Direct  appropriations,  not  to  internal 

improvements     -         -        -        -  36,000  00 

Authorized  subscriptions    -        -         ^,703,000  00 


Total  debt  and  liabilities  to  1st  March, 
1863  .        -        .        -  28,596,037  68 

From  the  1st  of  March  to  the  10th, 
inclusive,  additional  appropriations 
were  made  equal  to        -        -         2,067,600  00 

From  the  10th  March  to  16th,  inclu- 
sive ,  other  appropriations  have  been 
made  equal  to        -        -        -  2,096,540  00 


Totalto  16th  March,  1863      -  $32,758,177  68 

This  sum  may  be  increased  by  a  million. 

TABLE  OP  RESOURCES. 

Bank  Stock  .  -  -  -  $1,143,860  00 
Stock  in  other  joint  stock  companies  743,207  80 
Stock  in  old  James  river  company  264,500  00 

Bonds  of  joint  stock  companies  182,818  00 

Bonds  of  James  river  and  Kanawha 
company 1,989,146  38 


Applicable  to  public  debt  -  -  $4,313,611  13 
Id  addition  to  this  sum  of  resources,  the  com- 
monwealth has  invested  in  works  of  internal  im- 
provement not  yet  complete,  the  sum  of  $9,430,169 
48,  for  which  profits  may  be  expected  when  the 
works  are  completed;  but  any  estimate  now  of 
those  profits  would  be  mere  conjectural. 

Investments  have  been  made  in  other  works 
equal  to  $1,409,986  94,  but  as  they  have  yielded 
no  dividend  heretofore,  though  in  a  state  of  com- 
pletion, no  profit  is  expected  from  them  through 
the  future. 

Cfooch's  Patent  Steel  Tires. 
Haight  Foundry  Co., 

BROOK  MILLS  FORGE, 

SOLE  HANUFACTCB£RS. 


g^  EOROE  WOODWARD,  10  Ferry  Street,  New-  York,  s<  .1. 
\J[  agent  to  Xho  HaiohtFocsdrt  Comp'y,  offers  their  niuki- 
orOoooB'S  Patbnt  Stcel  Tires  ;  Charcoal  J^im  Tires,  fin- 
iibed  or  in  the  rough,  superior  to  any  other  English  make  l-i 
hardness  and  endurance  ;  Wbocodt  Iron  Dkiviso  Wheel-. 
Axles,  and  every  description  of  forgings,  at  the  lowest  scale  ..1 
prices  commensurate  with  the  high  character  of  the  matvri.' 
aad  WorkmaDshlp. 

Oab  Casnkl  and  Coal,  supplied,  to  order,  direct  trom  tli' 
OiDLOW  and  SwisLEY  minea,  o(  the  most  superior  qjiality. 

New-Tork,  31  March,  1S63. 

Dudley  B.  Fuller  Sl  Co., 

IRON   COMMISSION    MERCHANTS, 

No.  139  GREENWICH  STREET, 
WBW  YORK, 


The  Troy  Iron  Bridge  Co. 

A  BS  prepared  to  erect  Iron  Bridges  or  Booft,  or  any  kind 
./%  oTbcaring  trusses,  girders,  or  beams,  to  span  one  thou- 
sand fbet  or  under,  of  any  required  strength,  in  any  part  of  the 
country.  Their  bridges  will  be  subjected  to  severe  testa,  and 
can  be  built  for  about  the  price  of  good  wooden  ones.  Addreaa 
BLANCHABD  ft.  FKLLOWS,  Troy,  K.  T. 

April  1st,  is&a. 

CAUTION. 

KAILSOAD  OOMPANHS  are  OAUTIONID  aj^ut  n 
InfKngement  of  the  Patent  granted  H.  M.  PAIHS,  mider 
date  of  January  6th,  1862,  "for  exclodlng  dnstlte.,  Ihni  BaU- 
rosd  Oars,"  incorporated  In  which  is  the  foUowlnf  claim  :— 
/  inaitre  ventilation  mthmit  the  anowmee  tjf  duet,  Ay  fMont 
of  the  window  aione,  without  the  atUittion  iff  the  deflector*. 

We  also,  warn  R.  R.  Coinpaniea  acaiost  the  misrepraMota* 
tioDs  of  H.  B.  OOODTBAB,  who  seelts  to  mislead  them  by 
means  of  Circulars,  Protests  and  Notices  of  Oitmoi,  Ite. 

Attested  copies  and  drawings  o(  GOODTKAB'B  Patents 
sent  gratis. 

N.  B.— Oompangr  Big^  mU  and  gnaianteed  by  tUs  Oooa- 
pany  as  oaoal. 

B.  B.  Oar  Yaotibiting  Oa, 
140  Bratdway. 
New  York,  April  1st,  ISfiS. 


VIA  RIVER  ST.  LAWBENOE. 
JOHN   ANDERSON. 

FOBWARDIltO    and    COMMISSION   MIBOHAIfT,  and 
WABIHOUSKMAN,  HunU  Wharf,  Quebec.    

General  Agent  for  receiTing  and  forwarding  BalbOM  and 
Pig  Iron,  <kc. 
April  at,  1853. 

Railroad  iron. 

THE  undersigned.  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Rails,  of  the 
usual  pattern  and  weights,  to  be  delivered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  Metals  generally, 
through  the  medium  of  his  friends  in  London. 
For  terms,  applv  to 

JOHN  H.  HICKS, 
April  1,  1853.  90  Beaver  st. 

Wilkinson's 
EXPLOSIVE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

fA  COURTLAND  ST.,  N  Y. 

THE  EXPLOSIVE  RAILWAV  SIGNALS  are 
similar  to  those  ut-ed  in  England  and  from  expe- 
rience are  found  to  be  much  better.  They  are  so  con- 
structed that  the  movement  of  an  Engine  over  them 
at  any  speed,  will  cnuse  an  explosion  that  cannot  be 
mistaken.  In  the  night,  from  this  name  caus*-,  there 
will  be  a  bright  flash,  which  will  be  so  vivid  that  it 
cannot  be  passed  unnoticed. 

Thi$  will  be  found  to  be  one  more  preventive  of  col- 
lision. It  is  often  the  case  that  during  a  fog  or  snow- 
storm, a  train  cannot  he  warned  of  itw  danger  by  a  flag 
or  lantern,  and  in  such  instances  thev  are  invaluable. 

They  are  Imperv'ous  to  water,  and  will  keep  their 
explosive  property  any  number  of  years  They  can 
be  handled  and  earned  with  safety,  it  requiring  a 
heavy  blow  to  explode  them. 

January  20,  1853. 


A   Whitney  Su  Son, 

FBZI.ADBZ.FBZA,  FA.. 

MANUFACTTTRERS  of  Chilled  Bailroad  Wheels  for  Can 
and  Locomotives.  Also  ftimish  Wheels  fitted  complete 
on  l>e8t  English  and  American  Rolled  and  American  Hammered 
Axlea.  81tf 


Wrought  Iron  Wbeels ! 

THE  SUBSCRIBER,  Sole  Agent  in  the  United 
Slates  for  the  Union  Foundry  in  England,  is 
prepared  to  take  orders  for,  and  :o  turnish  promptly 
Wrought  Iron  Wheels  at  a  low  cost,  of  a  superior 
quality,  for  Railway  Cars.  These  wheels  are  ex- 
tensively used  in  England,  and  are  already  in  use 
on  several  important  railroads  in  America.  Sam- 
ples of  ibem  can  b<  seen  at  34  Broadway,  New 
York,  and  9  Liberty  Square,  Boston. 
4tl3  WM.  BAILEY  LANG, 


To  Contractors  for  Masonry. 

PROPOSALS  will  be  received  by  the  subscri- 
ber, op  to  April  20th  next,  lor  the  masonry  of 
lour  stone  bridges,  on  the  Philadelphia  and  Read- 
ing Railroad,  as  follows,  viz  : 

Palls  Bridge— At  the  Falls  of  Schuylkill,  near 
Philadelphia,  will  consist  of  6  oblique  arches,  with 
square  built  ribs,  of  78  feet  span  each,  crossing  the 
Schuylkill  river  and  navigation,  with  an  elevation 
of  roadway  48  feet  above  the  water.  It  will  con- 
tain 10,166  perches  of  masonry;  the  piers  and 
abutments  must  be  raised  to  the  springing  line 
during  the  present  season,  and  the  arches  turned, 
and  work  as  nearly  as  possible  finished  in  the  year 
1854. 

Peacock's  Locks  bridge— Is  located  6  miles  above 
the  city  ol  Reading,  and  will  consist  of  8  square 
arches  of  63  feet  span  each,  crossing  the  river 
Schuylkill,  and  one  oblique  arch,  with  square  built 
ribs  of  75  feet  span,  crossing  theSchuvlkill  navi- 
gation.  The  elevation  ot  roadway  is  58  feet  above 
the  surface  of  water  in  the  river.  This  bridge  will 
contain  about  10,651  percfaps  of  masonry  ;  its  piers 
and  abutments  must  be  raised  to  the  springing  line 
during  the  present  season,  and  the  arches  turned, 
and  work  as  nearly  as  possible  finished  in  the  year 
1854. 

Black  Rock  dry  arches — Is  a  structure  intended 
to  increase  the  water  way  cf  B'ack  rock  bridge, 
near  Phoenixville,  and  will  consist  of  two  square 
arches,  of  50  feet  span  each,  with  a  roadway  ele- 
vation of  23  feet  above  the  ground.  It  will  contain 
about  1450  perches  of  masonry,  and  must  be  finisb- 
eddnringthe  present  season. 

Fourth  crossing  bridge— Located  near  Orwig8> 
burg  landing,  is  intended  to  replace  a  woolen 
bridge  recently  destroyed  by  fire,  and  will  consist 
of  4  square  arches,  of  46  feet  span  each,  crossing 
the  river  Schuylkill,  with  a  roadway  elevation  of 
21  feet  above  the  surface  of  the  water.  It  will 
contain  about  400  perches  of  masonry,  and  must 
be  finished  during  the  present  season. 

In  all  the  above  structures,  the  work  must  be  car- 
ried on  so  as  not  to  interfere  with  the  trade  of  the 
road.  The  railroad  company  will  prepare  the 
foundations,  erect  and  maintain  the  centres,  fur- 
nish the  lime,  sand  and  cement,  and  the  cars  and 
motive  power  necessary  to  transport  the  stone  on 
their  road.  All  other  expenses  connected  with  the 
masonry  to  be  borne  by  the  contraftors. 

Plans  and  specifications  in  detail  may  be  seen 
tt  this  oflice,  where  all  other  necessary  explana- 
tions  will  be  given  to  those  who  wish  to  bid  for 
the  work.  J.  DUTTON  STEELE. 

Engineer's  office,  P.  &  R.  road,  ) 
Pottstown,  Pa.,  March  16,  1853  J 


Notice  to  Contractors. 

HANNIBAL  AND  ST.  JOSEPH  RAILROAD. 

SELALED  PROPOSALS  will  be  received  at  ihe 
office  of  the  undersigned,  in  the  city  of  Han- 
nibal, Missouri,  until  the  twentieth  day  of  April, 
for  the  graduation,  masonry  and  bridging  ol  25 
miles  of  said  road,  extending  west  from  Hannibal. 
Proposals  will  also  be  received  at  our  office,  in 
the  city  of  St.  Jo.seph,  Missouri,  until  the  tenth  day 
ot  May,  for  the  graduation,  masonry  and  bridging 
of  25  miles  additional,  extending  east  from  St.  Jo- 
seph. The  remainder  of  the  line,  extending  a  dis- 
tance of  over  150  miles,  will  be  placed  under  con- 
tract as  soon  as  the  same  can  be  prepared  by  the 
engineers. 

This  line  embraces  some  very  heavy  excavations 
and  embankmems,  and  several  large  bridges. 

Plans,  profiles  and  specifications  will  be  ready 
at  each  place  one  week  previous  to  the  letting. 
DUFF  &  LEARNED. 
,  1     .  Contractors  H.  and  St.  J.  RR. 


To  Railroad  Co^s,  LocomotlTC 
Bnllders  and  Engineers. 

THE  undersigned  having  taken  he  Agency  of  Ash- 
croft's  Steam  Gauge,  would  rf>commend  their 
adoption  by  those  interested.  They  have  been  exten- 
•ivelv  used  on  Railroads.  Steamers  and  Stationary 
Boi'ers,  where,  from  their  accuracy,  simplicity,  and 
Don  liability  to  derangement,  they  have  given  penect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
tnly  reliable  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
CooBiiltinc  Engineer,  64  Brotdwajr. 


..Ji..>L 
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To  Contractors. 


PKtlfOSALS  W  ILL  be  received  lo  ihe  23<1  ol 
April  inclusiye,  at  the  Engineer  offices  of  the 
Northwestern  Virginia  Railroad  in  Parkersburg, 
West  Union  and  Clarksburg,  for  the  GRADUA- 
TION and  MASONRY  of  about  60  sections,  av- 
eraging 1  mile  each,  of  the  road.  The  work  will 
be  mostly  of  the  lighter  kind,  but  embracing  many 
sections  ot  good  size  and  some  bridge  masonry  and 
tunnelling.  There  are  lOSseetions  upon  the  road, 
of  which  upwards  of  40  are  under  contract.  The 
route  to  and  along  the  line  is  easy — the  Baltimore 
and  Ohio  Railroad,  the  Ohio  River,  and  the  North- 
western Turnpike,  rendering  it  very  accessible  at 
all  points. 

Specifications  will  be  distributed  from  the  offices 
named,  and  also  Irom  Fetterman  on  the  Baltimore 
and  Ohio  Railroad,  near  the  east  end  ol  the  line,  on 
and  alter  the  11th  of  April.  Bidders  must  be  well 
recommended,  and  will  state  what  other  work  they 
may  have  in  hand. 

By  order  of  the  President  and  Directors. 

BENJ.  H.  LATROBE, 
Chief  Engineer. 

Baltimore,  March  9th,  1853. 

Notice  to  Contractors. 


fiSXJ 


Mi»>i»»ippi  and  Aildiiiic  Kaiirutfd,  Irum  'I'erre 
Haute  (0  St.  Louis  Letting.— St^aled  propo- 
sals, will  be  received  at  the  office  of  the  Company, 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  15th  day  of  May,  1853,  at 
sundown,  for  ihe  grading  and  masonry  Irom  Terre 
Haute,  Indiana,  to  Pocahontas.  Illinois,  (1*24  miles) 
and  for  the  bridge  across  the  Wabash  River. 

Propositions  will  also  be  received  until  and  on  the 
15ih  day  of  June,  1853  at  sundown,  at  either  of  the 
above  named  offices,  for  the  grading  and  masonry 
from  Pocahontas  to  Caseyville,  (30  miles.) 

Proposals  will  be  preferred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  bere< 
ceived  and  considered  lor  sections  of  ten,  fifteen  and 
twenty  miles. 

The  Company  reserves  the  right  to  accept  ol 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 
proper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  tor  two  weeks  previous  to  the 
letting.  John  Brodgh,  President. 

S.  DwiQHT  Eaton,  Engineer. 

Terre  Haute,  Ind.,  March  1,  1853. 

Brass  Tubes  for  Locomotire  & 
Marine  Boilers. 

THE  undersign' d,  having  been  appointed  agentfor 
the  highly  respectable  manufacturers,  (Messrs. 
Allen,  Everett  &  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  Ihcse 
Tubes  are  found  to  answer  well,  and  ore  now  in  most 
general  use  in  England,  they  lastmuch  longer  than 
ux)n,  and  when  worn  out,  realize  about  half  the  amount 
tor  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HfCKS. 

Miirrh  ?«1.  iaS3. 90Rfl8Vi!r  si. 

Notice  to  Contractors. 


Notice  to  Contractors. 

"I^EW  ORLEANS,  Jackson  and  Great  Northern 
1^  Railroad.— Sealed  proposals  will  be  received 
at  the  office  of  the  company.  No.  45  Carondelet 
street,  New  Orleans,  until  the  eighth  of  April  next. 


Fulton  Car  Manufactory, 

CINCINNATI,  OHIO. 

GEORGE  KECK  would  resp«riluUy  call  the  at- 
tention of  Railroad  Companies  m  the  West  and 
South  to  his  edtdblishment  at  Cincinnati.     His  facil- 


for  the  Grading,  Masonry  and  Bridging,  of  the  re-  j  ities  for  manut^cturing  are  extensive,  and  the  means 
maining  part  of  the  first  division  of  the  New!  of  transporuti*n  to  different  points  speedy  and econ- 
Orleans,  Jackson,  and  Great  Northern  Railroad  jomicaL  He  is  prepared  to  execute  to  order,  on  abort 
extending  from  the  line  of  the  state  of  Louisiana  to  notice,  Eight-'^heeled  Passenger  Cars  of  the  most  su 
the  city  of  Jackson,  Mississippi,  a  disunce  of  5?"°' <^«?.<r"P"«°-  Open  and  Coreied  Freignt  Cars, 
about  95  miles. 


The  route,  generally,  is  through  a  high,  healthy 
pine  country,  which,  with  the  character  of  the 
work,  renders  it  worthy  the  attention  of  northern 
contractors. 

Satisfactory  evidence  ol  ability  will  be  required 
with  proposals. 

Plans  and  profiles  will  be  ready  for  examination 
at  the  Engineer's  office  in  New  Orleans,  and  infor- 
mation regarding  the  line  given  by  the  Assistant 
Engineers,  at  Jackson  and  Gallatin,  alter  the  28th 
of  March. 

JAMES  CLARKE,  Chief  Engineer. 

New  Orleans,  Feb.  28,  1853.    ,: 


Four  or  Eight-Hvheel  Crank  ana  Lever  Hand  Cars, 
'I'rucks,  W'beel^  and  Axles,  and  Railroad  Work  gen- 
erally. I 
Cincinnati,  Ohio,  February  9,  1653. 

EttkB.  Safety  Fuse.      ~~T 

THIS  superior  article  for  igniting  the  charge  in  wet 
or  dry  biasing,  made  with  DUPONT'S  best  pow- 
der, is  kept  for  Sale  at  the  office  and  depot  of  j 

REYNOLDS  A  BROTHER, 

J3l^iSo^  ManufactUTtrs,^X 

\  No.  85  Liberty  St. 

NEW  YORK. 


Hoole,  Staniforth  &  Co., 

MINERVA   WOKKS,  ; 

SHEFFIELD, 
Sieel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ing  and  Machine  Files ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc  ,  etc.,  etc. 

An  assoitment  of  Steel  from  thf  above  Works  con- 
suntly  on  hand  by  RICHARD  MAKIN, 

Agent  for  the  Manu^ac'urers, 
43  24  Broadway. 


FORGINGS. 

XLES,  SHAFTING,  AND  OTHER  yOROINOS  from  tbe 
OLBNDON  FORGES,  for  sale  by 

GEORGE  GARDNER  <fe  CO., 

UarehS,  18U. 


A 


And  in  the  principal  cities  and  tow»s  in  the  U.  Sutea. 
-       -       -  "ERICAN  1 

S<ifety  Piue  at  the 

If 


r^  The  Prei^iium    of  the  AMERICAN  INSTI- 
TUTE WM  awat^ded  to  the  Etna 
late  Fair  heldi  nthis  city. 


Iston, 


STEEL. 


I 


NAYLOR    &,    CO., 
MAWUFACTURCRS  OF  ST£1X, 

AT  SHEFFIELD,  ENGLAND,  ( 

HAVE  on  hand  at  their  principle  depots,  ] 

No.  99  and  101  John  Street,  New  York,  i 

No.  11  Liberty  Square,  Boston, 
No.  11  Commerce  Street,  Philadelphia, 
A  larjre  assortment  of  CAST,  SHEAR,  GERMAN  BLISTXS 
AND  SPRING  STEEL,  of  different  quaUtiea  adapted  te  the 
Tsriona  purposes  for  which  St«6l  ii  UMd. 
March,  26, 1853. 


SEALED  PROPOSALS  will  be  received  at  the 
oflSce  of  the  Clinton  line  railroad  company,  in 
Hudson,  Ohio,  until  the  20th  day  of  May  next,  for 
the  grading,  masonry,  bridging  and  superstructure 
of  their  entire  road,  from  Hudson  to  the  Pennsyl- 
vania state  line. 

Plans,  profiles,  and  specifications  will  be  exhib- 
ited, and  all  requisite  information  given,  at  tbe 
oflice  of  the  company,  in  Hudson,  on  and  after  the 
10th  day  of  May  next. 
By  order  of  the  board  of  directors. 
V      ^j-  H.  N.  DAY,  president. 

W.  B.  BRINSMADE,  engineer. 
HttdsoD,  March  29, 1863. 


Pease  &>  Mnrphy, 
FULTON    IRON    WORKS, 

FOOT  of  Cherry  st.,  E.  R.    Office,  27  Corleara, 
corner  of  Cherry  st.    Manufacturers  of  Land 
and  Marine  Engines. 
N.  B.  •  Engines  and  Botlert  renalred.  6tf 

Notice, 

LITHOGRAPHY.— The  Cotirt  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Girard  building,  No.  60  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  its  branches,  in  a  superior 
manner.  Having  the  best  artists  and  workmen 
employed,  he  can  freely  warrant  his  work  as  equal 
to  any  in  the  trade. 

Publishers,  civil    engineers,    machinists,    and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch 
DAVID  CHILLAS, 

Apl  Im        •   '  50  South  Ihird  stwet. 


Gtrard  Ral« 

21  TOKEJj  HOUSE  YARD,  LONDON, 

OFF^    HIS   aXBVICBS   FDa  THE  .    I 

PURCHASE  AND  SALE  OF 

AMJBRICAJM    S£CUR1TI£S, 

Collection  op  dividkndcj, 
debts,  legacies,  etc.,  i 

And  for  tie  Purchase  and  Inapt  ction  of         ' 

Railroad  Iron,  Chairs,  or 

aky  kind  of  Machiacry. 

I  REFEJIENCES  i 
Messrs  Palmer,  McKillop,  Dent  Ik  Co.,  London. 

"        George  Peatvdy  dt  Co,  London. 

*'        Curtis,  Bouve  A  Co,  Boston.  ! 

Richard  Irvin,  E^q.,  New  York. 
Robert  Ralston,  Esq  ,  Philadelphia. 
C.  C.  Jamiesofa.  Esq.,  Baliimor« 

V^lrg^lniaJLioeoiiiotlTlB  and  Car 
Works. 

Wolfe  Street  and  River  Potomac,  Alexandria.  Va 
SMITH  &   PERKINS,   Proprietors. 

MAMCrACTDRE 

Locomotive  Engines  and  Tenders. 

Marine  and  Stationary  Engines  and  Boilers 

Chilled  Car  Wheels  and  Axles 

Patent  Chilled  and  Wrought  SUp-tirc. 

Machinery  and  Castings  generally. 

The  undersigaed  having  erected  very  extensive 
shops,  and  procured  the  most  modem  machinery 
and  tools,  are  prepared  to  execute  orders  lor  Loco- 
motive Engines,  Cars,  and  Machinery  of  all  kinds, 
with  despatch,  i|nd  on  the  most  larorable  terms 
I    R.  C.  SMITH, 
Ls  not  the  Alexandria  Iron  Works. 
^    THATCHER  PERKINS, 
Utte  Master  ol  Blachinery  on  the  Bait,  dt  O  R.IL 

July  33  1861  |  ; 

~  CAUTION.' 

India-rubber  Car  Springs. 

AN  advertisemfcni  having  lately  appeared  in  tbe 
pubhc  papery,  signed  H.  H.  Day,  claiming  to 
have  received  irohi  the  American  lastituie,  thepre- 
mium  for  the  best  India-rubber  Car  Spring,  the  sub- 
scribers think  it  well  for  the  satisiaciion  of  iheir 
friends  and  those  jinteresied,  as  well  as  for  the  pur 
pose  of  exposing  false  staumenta,  to  pubhsh  the  fol- 
lowing Diploma,  lately  a^^arded  to  F.  M.  RAY,  the 
inventor  of  the  Spring,  The  ori^nal  of  which  can 
be  seen  at  the  offite  of  the  company,  No.  104  Broad- 
way, New  York.  I 

Diploma— A wsh-ded  by  the  American  Institute  to 
F.  M.  RAY,  for  the  best  India  rubber  Car  Spring. 
A  Gold  Medal  hating  been  before  awarded.  I 

Signed.  JAMES  TALLMADOE, 

1 1     PreaUent. 
N.  MuoB,  Recording  Sec'y. 
AooMiaAM  Chanolcr,  Cor'g, 
isfeui   York,  Oct.,  1861. 

New  England  Oar  Spring  Co.,  No.  104  Broadway 
WewYork.  ,  7tt  ' 


4 
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RAILROAD  CONTRACTS. 


Tat;  MOBILE  AND  OHIO  RAILROAD  CO. 

HBBEBT  OFFBB  FOR  CONTRACT  TH8 

GRADUATION,  MASONRY  AND  BRIDGING 

OF  67  miles  more  of  their  road  in  North  Missis- 
sippi, extending  from  the  North  line  of  Chick- 
asaw County,  to  the  Teonessee  State  Line,  and 
jtassing  through  luwamba  and  Tishanungo  Coun- 
ties. 

Alto,  118)  miles  more  of  said  road  in  the  western 
District  ol  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nesaet  on  and  after  the  1st  of  March,  and  in  Missis- 
sippi on  and  alter  25th  of  March  next. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed, proposals  received  under  seal,  and  contracts 
made  at  the  following  times  and  places,  to  wit : 

March  10th  to  19th  inclusive,  at  Trenton,  for  Line 
through  Abion  and  Gibson  Counties. 

March  20ih  to  30th,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and  McNai- 
ry  counties. 

April  5th  to  15th,  inclusive,  at  Carrolville,  Tisha- 
mingo  county,  Miss.,  for  line  through  Ita- 
wamba and  Tishamlngo  counties. 

Profiles  can  be  seen,  and  other  inCormation  ob- 
tained, as  follows:— After  1st  of  March : 

At  Trenton,  of  Doct.  Hess,  Agent. 

At  Jackson,  of  Mr.  Stevens,  Engineer. 
And  after  2&th  March, 

At  Carrolville,  of  the  Resident  Engineer, 

Some  portions  of  the  165)  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  13  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  will  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  atteotioQ  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  cotmtry,  low  price  of  pro- 
TisioDs  and  animals,  and  a  very  temperate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 

New  York.  January  38, 1853. 


The  Amerlean  Railroad  Chair 
Manufacturingf  Co. 

IN  POUGHKEEPSIE,  N.  Y., 


PATENT 
LoeomotiTe    Steam   Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PaRPOSES. 

THIS  Machine  enables  the  CyllnderB  to  be  rebored 
without  moving  them  from  their  places,  therebv 
■aving  a  neat  expense.  We  refer  to  Nashua  &,  Lowell, 
FaU  River,  Yt.  VaUe?,  Vt.  and  Mass.,  Old  Colony, 

^ew  York  and  New  Haven,  Providence,  Hartford 
and  FishkiU,  Western,  Maaa.,  New  York  and  Erie, 
Boeton  ai>d  Worcester,  Connecticut  Biver,  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  sale  by 

BRIDGES  &  BROTHER,  AgU., 
64  Courtland  St.  J^ew  York. 
Janoary  20, 18B3. 

~~"~~^  IRON.  iT" 

Pierson  &  Co.. 

24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  A.MERICAN.  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especUlly 
Dianufactnredfor  LOCOMOTIVE  and  CAR  BUILD 
ERS,  and  RAILROAD  MACHINE  SHOPS  >  also, 
Boiler  Plates  and  Riveu,  Sheet,  Cast  and  Spring 
StaaL 

Locomotive  Cranks.  Axles,  Tires  and  Tire  Bara^  of 
he  B.  IX  LOWMOOR,  and  ottier  approved  maliee, 
mporied  to  ecder  on  the  moet  fiivoraole  terms. 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wkouoht  Ibom  Chaib,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  oi  the 
chair  being  set,  by  means  of  a  sledge  or  nammer, 
close  and  firmly  to  the  flange  of  the  rail. 

The  less  thickness  of  mettu  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven— and  consequenily  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  ot  Cast  Ibom  Chaiis. 

Our  Chair«  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.    Our  Chairs  are  made  b 
machinery,  and  formed  over  a  die,  consequently 
are  uniform  and  alike. 

Our  Chair«  are  in  use  on  the  following  Roads,  viz: 

Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buffalo  and  Rochester,      Tioga.  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,       Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 
January  1, 1853. 


^ 


USPROVED  SAFET7  FUSE. 

rpHIS  8U[>erior  article,  manufactured  of  the  beat  material, 
X  for  ipiiting  the  charge  when  blaating ,  is  kept  for  sale  is 
aiiy  quantity  by 

BRIDGES  Sl  brother, 

94  COURTLAND  STREET, 

NEW    YORK*     ' 


Bi  SlOf  IS  h  »vii9f 

SHEFFIELD,  EIVeiiAIVD, 

Bflftimflicturerg  of 

WARRANTU)  Out  Steel  of  superior  quality  for  Tool^ 
Machinery  and  Engineering  purposes.  Single  and 
Double  Shear,  Blister,  German,  Spring  and  Sheet  Steel  of  every 
description ;  also.  Cast  Steel  Files  of  high  reputation,  ipecial^ 
adapted  for  the  use  of  Machinists,  and  Saws  and  Xdgs  Tools  ol 
all  kinds.      ,        , 

Corporate  mark      f\^Xj^ 

USB 

OBAS.  CONGRXTB,  Agent, 
68  Maid«n-lao«,  Nsw  York. 
Stocks  of  the  abovs  goods  constantly  on  band. 
January  12, 1863. 


Railroad  Iron. 

ICAAA  "^^^^  ^^^  Staffordshire  Rtuls  for 
€fV^F^F  sale  OQ  early  delivery  in  Liverpool 
by  ,„,.-.        -  KAYLOR  4,  CO., 

^         12tf  /  =  :     .  ■  ■■>.  99  Jobu  stre«W 


Lightner's  Patent  Axle  Boxes, 

FOR  RAILROAD  CARS- 

THE  attention  uf  those  en^caged  in  building  and  using  Rail- 
road Cars  is  called  to  this 

Patent  Axle  Box, 

As  possessing  numerous  advantages  over  all  othsra,  among 
which  we  enumerate  the  following : — 

1st  The  original  cost  is  much  lea.". 

JJnd.  It  saves  seventy-five  per  cent  in  oil. 

Jrd.  No  dust  can  gain  accens  to  the  journals, 

4th.  It  prevent*  all  possihility  of  "  A«a/in^." 

6tb.  Cars  ftirnished  with  Uiem  run  much  easier,  and  raquir* 
leas  power  to  move  them. 

6th.  Its  construction  is  simple— not  liable  to  become  looM 
by  senrice,  and  allows  a  free  inspection  of  the  Journals  and 
boxes. 

7th.  The  bearings  of  an  eight  wheel  LOADED  car,  can  b«  re- 
moved ft-om  the  joiiniuls  while  under  the  car,  and  returned  in 
less  than  half  an  hour,  by  ONE  man. 

8th.  The  trucks  and  wheels  are  fKe  from  oil  and  dirt, 
usually  seen  on  Railrcad  Cars. 

The  following  Testimonials  are  submitted  : — 

This  certities  that  I  have  been  particular  in  comparing  and 
testing  the  Patent  boxes  of  John  Lit^htncr,  for  one  year,  with 
the  various  other  boxes  in  use  upon  the  Old  Colony  Railroad. 
I  do  not  hcHJtate  in  pronouncing  Mr.  Lightner's  bozea  fiir 
superior  in  every  respect  to  any  otiier  boxes  in  use.  We  And 
the  consumption  of  oil  to  be  but  one  quart  per  month  for  each 
eight  wheel  car;  this  being  the  quantity  with  which  they  are 
replenished  regularly  once  a  month.  The  Journal  and  oil  is 
|M;riectly  secure  frum  dust,  and  after  one  year's  hard  service, 
the  compositioD  l>oxee  or  l>earing8  exhibit  no  apparent  wear. 
I  think  the  bearings  will  run  three  times  the  distance  in 
Lightner's  that  they  will  in  any  other  box  in  use  ;  besides,  the 
cars  are  not  detained  fh>m  the  road  for  repairs  of  boxes. 

The  bearings  may  be  removed  from  the  Journals  of  an  eight 
wheel  car,  examined  and  returned  to  their  pieces,  by  one  man, 
occupying  but  twenty  minutes,  which  would  require  two  men, 
half  a  day,  with  the  common  tmxes  in  use  in  New  England. 

For  economy  and  convenience,  Mr.  Lightner's  patent  axle 
boxes  excel  any  thing  which  has  hitherto  l>een  applied  to  Rail- 
way Cars. 

Siened,  PACE  LOVEJOT, 

BupL  Car  Building  and  Repairs  Old  Colony  R.  R.  Co. 

I  fkilly  concur  in  the  opinions  above  expressed,  having 
thoroughly  tested  the  merits  of  J.  Lightner's  patent  boxes 
upon  tenders  of  Locomotives  of  the  Old  Colony  BJiilroad. 

8.  M.  CUMHINGb, 
Supt.  Motive  Power  Old  Colony  Railroad. 

Orrtci  or  the  TiTCHBtiao  ikd  WoaoiSTia  R.  B.  ^ 
ritcbburg,  June  2nd,  1852.         S 
Mr.  John  LioaTNca, 

Dear  Sir,— Your  Patent  Axle  Box  has  been  in  use  opon  our 
Railroad  during  the  last  year  and  has  given  entire  satieitiction. 
We  And  our  Engines  and  Cars  require  much  less  power  to 
move  them,  than  others  not  fUmished  with  this  t>az,  and  the 
saving  in  oil  is  very  great. 

Our  freight  Cars  run  upon  connecting  roads,  and  are  some- 
times beyond  our  control ;  therefore  as  a  matter  of  safety,  we 
have  the  boxes  examined  once  a  month,  and  oiled  if  necesaary, 
the  quantity  of  oil  required  is  small. 

Our  Passenger  and  Baggage  Cars,  which  are  in  constant  uae, 
run  nine  hundred  miles  per  week.  We  find  it  necessary  to  oil 
them  only  once  in  three  months.  In  one  or  two  instaiMses, 
they  have  run  more  than  sixteen  thousand  miles,  without  being 
oiled  or  sustaining  any  injury. 

Yours  Respectfully, 

IVERS  PHILLIPS,  iVe#ufenf. 

The  sul>scriber,  begs  leave  to  suggest  to  all  Railroad  Corpo- 
rations (new  or  old)  the  importance  of  an  EARLY  application 
of  this  valuable  improvement,  to  their  NEW  CARS,  WHILE 
tN  PROCESS  OF  CONSTRUCTION  ;  as  thereby  much  deten 
aon  of  cars,  and  great  expense  will  be  avoided. 

Models  and  Testimony  of  the  above  Boxes,  may  be  examined, 
iinil  arrangements  may  l>e  made  for  the  Right  to  use  the  same, 
With  the  subscriber. 

WM.  SHERBURNE, 

Principal  Aoint, 
Office,  No.  167  Broadway,  New  York. 
March  26, 1853. 


HAMMERED  CAR, 

AND 

LOCOMOTIVE  AZLSS, 

FROM  TSB  FBKOOTD  ZBON  WORKS. 

r[E  Subscribers  are  prepared  to  manufacture  the  above  of 
the  very  BEST  materials  and  with  promptnesx. 

Address  A.  &  P.  ROBERTS, 
Offlce,  No.  80  1-2  Walnut  St.,  Philadeiphia.    ' 
March  28, 1863. 


FOR  SALE.  :.:      --  •  - 

rn WO  Sixty  Horse  Power  Steam  Eneinee,  with 

X    eight   boilers,  suitable  Tor   Blaat   FurUQe, 

PampiDg,  or  Mining:  formerly  used  br  the  State 

of  Pennsvlvania  od  the  Schuylkill  laclioed  Pfan^ 

near  Philadelphia,  (where  they  may  now  be  aeen.) 

Applyto  A.  &  J.  ROBERTS, 

No.  80|  WalAtttS^ct,  rJbttp^elpfaiiu ., 


.  A-wi   -T».:« 


AMERICAN    RAIi^ROAD    JOURNAL. 


2a9 


Notice  to  Contractors. 

Office  N.  O.,  Opklocsas  &.  Great 
Western  Railroad  Co., 

New  Orleans,  March  bth,  1853. 

SEALED  PROPOSALS  will  be  received  at 
this  office,  until  the  lOih  of  May  next,  lor  the 
construction  of  that  portion  of  the  road  between 
Bayou  Lafourche  and  BerwicR's  Bay,  a  distance 
of  31  miles  ;  also  from  Berwick's  Bay  to  Wash 
ington,  9-2  miles,  including  a  branch  road  of  18 
miles.  Proposals  will  be  made  for  the  entire  com- 
pleticn  of  the  road,  (except  furnishing  iron.) 

References  of  ability,  and  security,  will  be  re- 
quired. 

Plans  and  specifications  of  the  work  to  be  seen 
at  this  office,  after  the  lOch  of  April. 

JAMES  G.  GIBBES,  Chief  Engineer. 

Locomotive  Engines. 

DANFORTH,  COOK  &  CO., 

HAVINO  erected  an  extensive  Shop,  with  the  most  ap- 
proved Machiner>-  and  Tools,  are  prepared  to  execute 
orders  for  the  various  classes  of  Freight  and  Passenger  Loco- 
motive Engines  and  T«nders,  in  the  best  manner  and  on  the 
most  favorable  terms.  .     .  ,    - 

Also,  Stationarj-  Engines,  and  the  various  Tools  suitable  for 
furnishing  Repair  Shops.  .   ,        ^ 

The  business  of  Machine  making,  heretofore  carried  on  by 
Charles  Danforth  iu  Co.,  is  continued  by  the  present  firm,  and 
all  orders  will  receive  prompt  «tteiition.  Iy49 


BOWLING  TIRE  BARS. 

40  Beat  T}ange  Bars  6  l-2xS  inches,  11  feet  lonf . 
40  "  6 1-2x2     "        7  feet  8  in.  long. 

40     "    rist        «'     8x2  «       11  feet  long. 

40  "  0x2  "         7  fiMt  8  in.  lonf. 

Now  in  ftor*  and  for  sale  by 

BAYHOIO)  b,  FULLERTON, 

_  4&  Oliif  stroet. 

Iron,  Steel  and  Hardware. 

93  &  95  Barclay  St., 

IMPORTERS  OF  ENGLISH  and  REHNED  IRON  of  the 
BEST   BRANDS,  suitable  for  LOCOMOTIVE   and  CAB 
BUILDERS'  use. 

Also,  Cast,  Spring  and  German  Steel,  of  all  sizes— together 
with  a  ftiU  assortment  of  Hardware— Contractors  and  Black- 
smiths'  Tools,  Chains,  etc.,  which  we  offer  at  the  lo<vest  rates. 
■March  9, 1863. 

Buffalo  Car  Works. 
TOWNSEND  &  COIT,  Proprietors. 

"TTTTE  are  now  erecting  an  extensive  Establishment  for  the 
yV  manufacture  of  Railroad  Cars,  which  will  be  furnished 
with  all  the  conveniences  known  to  the  business,  and  ready  for 
operation  by  the  1st  day  of  June  next,  at  which  time  we  will 
be  ready  to  execute  orders  for  Baggage,  Box,  Platform  and 
Cattle  Cars,  of  the  most  approve<l  style  and  finish.  Meantime 
we  are  prepared  to  make  contracts  for  work  to  be  (Umished 
during  the  summer  and  fall. 

TOWNSEND  U  COIT,  BoffbUx 
rebruary  23,  1853. 


on,  Mt.  Carmel  and  New 
Albany  Railroad. 

NOTICE  is  hereby  given,  that  there  are  no 
Bonds  of  this  company  in  circulation,  as  the 
books  ot°  this  company  will  testify  that  no  bonds 
have  ever  been  issued  or  authorized. 

And,  as  all  the  stock  formerly  sutecribed  on  the 
books  of  this  company  was,  on  the  4th  and  18th  of 
December,  1852.  sold  by  the  sheriff,  under  execu- 
tions issuing  from  the  Circuit  Court  of  Eld  wardt^ 
cotnity,  illinois,  and  was  by  the  purchasers  at  such 
sales,  or  by  their  assignees,  surrendered  to  the 
present  board  ot  directors,  on  the  29th  of  January, 
1853 :  kU  Certificates  of  Stock  bearing  date  previous 
to  that  time  are  worthless. 

It  having  been  reported,  that  bonds  and  certifi- 
cates of  stock  ot  this  company  have  been  offered 
for  sale  or  pledge  by  parties  formerly  connected 
with  this  company,  the  board  have  thoaght  it  right 
thu».to  put  the  public  on  their  Ruard. 

F.  B.  THOMPSON, 
Prest.  Mt,  C.  4-  N.  A.  RM.  Co. 
Samuel  Thompson,  M.  D., 

Sidy  t9  tA»  Board. 
Much  7tb,  1863.  Iml3 


A.  Whitney  &  Son,      , 

PHILADELPHIA,  pa., 

MANUFACTURERS  of  Chilled  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  furnish  Wheels 
fitted  complete  on  best  English  and  American  Rolled 
and  Americao  Hammered  Axles.  31  tf 


RAILROAD  CAR 
AND  COACH  TRIlVll'lINC^S. 

Doremiui  A  Nixon, 

Aim       

18  XnaUiT  RSBR. 

IIVIPORTERS         t 

OP  PLAIN  AND  FIGURED  MOHAIR  PLUSH  | 

Ptinted  and  Vncat  d&  do.  entirely  new  dMigaa ; 
iLBO  6ERMAH  OIL  CLOTHS  FOR  HEAD  LUTUGS, 

Enameled  with  Gold  and  BUrer  and  Velret  Printed. 

These  Headinn  are  the  most  beautiful  ever  shown, 
aving  been  made  expressly  for  American  Cars. 

D.  Ac  N.  are  sole  Agents. 

ALSO,  PATENT  PARIS  COTTON  FELT. 

yy  This  is  a  patented  article,  makes  a  better  and  more 
desirable  cushion  than  hair ;  retains  its  elastieity 
longer,  and  is  free  from  vermin. 

It  is  being  extensively  used  by  Car  and  Omnibw 
builders,  and  is  sold  at  about  half  th«  prica  of 
curled  hair. 

ALSO,  BROOATBLLBS  and  MOQUBTTS. 

AJLSOt  CVBLED  HAIR. 

N.  B.— We  have  the  I^nah  and  Linings  m  homd 
ftr  n^fortatioH, 

I>OREm7S  dk  NULOM. 

November.  1862 


ni 


SIMEON  DRAPER,  No.  46  Pinest.,  offerefor  sale,  a  variety 
of  RAILROAD  BONDS  and  STOCKS  :  also  CITY,  TOWN 
and  COUXTY  BONDS,  among  wliich  are—  ~  i 

l8t  Mortgage  Convertible  Bonds :  ! 

Payable  in 
7  per  ct — Buffalo,  Coming  and  New  York 

R.   B New  Yorlc,  1867 

7  per  ct.— Westeru  Vermont  K  R. "      1861-71 

7  "per  ct. — Columbus,  Piqua  and  Indiana.  .  .         "  1882 

7  per  ct,— Catawissa,  'Williains|x)rt  and  Erie.       "  1867 

8  per  ct. — Peoria  and  0<iua«  lin "  1863 

6  per  ct. — Maysville  and  Lexington "  1870 

6perct. — Daupbiu  anil  SiiMiuehunna  Coal  Co.        "  1877 

Ist  Mortgage  Bond^ : 

7  per  ct.— Cortiiiij;  6c  Blosuburg "  1873 

7  per  cU— ButTalo  and  New  York  City "  1866 

7  per  ct— Mau.stield  and  Sandusky "  1860 

7  per  ct — Toledo,  Norwalk  and  Cleveland.  .        "  1861 

7  per  ct— Vermont  Valley "  1861 

7  per  ct— New  Jersey  Central "      1860-70 

7  per  ct. — Brunswick  Canal  Co "  1867 

7  per  ct— Troy  and  Bennington Troy,  N.Y.  1862 

Alao,  second  Mortgage  bonds  of  many  of  the  above  companies, 
and — 
7  per  ct— Saratoga  and  Washington  R.  R.New  York,  1862 

7  per  ct— Troy  and  Boston "  1864 

7  per  ct — Muscogee  Railroad Savannah,   1862 

7  per  ct— Huron  and  Oirfbrd New  York,  1862 

10  per  ct— Mansfield  and  Sandusky  R.  R.  Co.        "      18M-6" 
7  per  ct— Township  of  Portland,  Ohio.  ...        "  1802 

7  per  ct — City  of  Dayton,  Oiiio,  guaranteed  by 

Mad  River  R.  R. "  1861 

10  per  ct— City  of  Keokuk,  lows. Keokuk,  1868 

7  per  ct— Town  of  Huron,  Erie  county,  Ohio.    Huron,    1861 
7  per  ct — Town  of  Newark,  O New  York,  1860 

7  per  ct— City  of  Saodusky,  convertible  into 

Junctioa  R.  R.  Stock. "  1806 

7  per  Ct —State  of  Califoruia. "      1662-72 

7  per  ct— Mortgage   bonds  of  the  Atlantic 

Steamship  Co '<  18^ 

12  per  ct— Iinprovement  Scrip  of  the  State  of 
Wisconsin   for   improvement  of 

Tox  River "  1862 

Rutland  and  Whitehall  Stock,  with  guarantee  of  7  per  cent 
dividend  by  Saratoga  and  Washington  Railroad. 

Stock  in  Uie  Western  Vermont  R.  R.  Co.  '  !■( 

Stock  in  the  Mad  River  R.  R.  Co. 
Stock  in  the  Buffalo,  Coming  and  New  York  R.  B.  Co. 
Stock  In  the  Mansfield  and  Sandusky  R.  R.  Co. 
Stock  in  the  New  York  and  Virginia  Mail  Steamship 
Company,  paying  20  per  cent  dividends. 


1>  ARS,  RODS,  BAND  IRON,  etc^  (br  tale  hj 

JP  CHBORai  GARDNUt  *  00., 


To  SoTTeyors  and  Engineers. 

A  MAN  of  science,  and  thorooghly  acquainteo 
with  surveying  and  civil  engineering,  wishes 
a  situation  with  some  good  practical  engineer. 
Addreas  <'  H.  W.,"  this  office.  3*1S^ 


To  Kalll*oad  Companies,  Car 
Builders,  Maettinlsts,  etc. 

SINGER,  HARTMAN  &  CO., 

SHEFFIELD  IRON   AND   STEEL  WORKS, 
"PITTSBURG,  Pa. 

Warehouse  Noe.  109  Water,  aad  140  Front  ata. 

HAVING  completed  their  arrsDgements  for  man- 
uftctuhng  Car  and  Locomouve  Axles,  Piston 
Rods,  Wrouglit  Iron  Shafting, etc.,  either  hammered 
or  rolled,  are  prepared  to  ofterladaoemeou  aa  to  qual- 
ity and  price.    They  also  manu^turc 
Boiler  Plate  And  Rivets,  { 

Railroad  and  Boat  Spikes,  '    ,      i 

Car  and  Locomove  Spriaga,      j  * 

*'  Spring  Steal,  i 

Solid  Box  Vices,  etc.,  etc.  I(t7*  i 


Tbe  Cold  Spring  Iron  Works 

INCOBPORATED  IN  IH9.       \ 

[N  the  Town  of  Otis,  County  Berkshira,  Masaachu 
setts,  manufactures  CAR  AXLES,  and  all  kinda 
uf  WROUGHlT  IRON  used  in  the  maBufcciure  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON  of 
all  descriptions^  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  aod  the  Works  being 
situated  in  a  Begion  of  WOOD  and  CHARCOAL, 
with  w  hich  iheia-  Axles  are  exciusirely  made,  the  Com- 
pany feel  confident  they  can  furniali  aa  article  equal, 
if  not  superiort  in  quality  and  finish  to  any  in  the 
market.  They  solicit  the  orders  of  RAILROAD 
CORPORATIONS  ud  CAR  BUILDERS,  and  pro- 
mise they  shall  be  promptly  aitenced  to  :  and  execut- 
ed on  terms  as  advantageous  at  can  be  bad  elsewhere. 

Thev  refer  to*— 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rajl- 

roadj^ Salem.  Mass. 
A.  T.  Peirce,  Efeq.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osbom,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio 
W.  W.  Wetherell,  Car  Builder,  "  " 

AddiBis  HENRY  M  ELL  US,  Agent, 

Boston,  Maaa. 
oi,  GEO.  W  PRESCOTT,  Sup't, 
Otias,  Mass. 
November  12, 1862. 
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Toledo,  Morwalk  ulnd  CleTe- 
land  Railroad. 

PEN  through,  compleung  the  last  link  in  the  chain 
—  of  Railruaab  between  New  York,  Boston,  PUla- 
delphia,  Baltimore,  Waabington  Cfcy  and  Chicago. 

J^^^  On  and  after  Monday, February  7, 
^^^i     1853,  Passenger  Trains  will  run 
aaiiy  (Sundays  Excepted)  as  follows : 

Leave  Toledo  at  9  A.  M.  and  10  P.  M. 

Leave  Clevfeland  at  9.20  A.  M.  and  9  P.  M. 

'   CONNECTING 

At  Toledo  with  trains  of  Michigan  Southern  Rail 

road,  for  Chicago  and  the  West. 
At  Bellevue  with  trains  of  Mad  River  and  Lake  Erie 

Road,  for  Sandusky  City,  Dayton,  Indianapoha, 

Cinciunati,  etc. 
At  Monroeville  with  Mansfield  and  Sanduaky  City 

Road,  for  Slandusky  t-ity,  Shelby  Junction,  Co- 

lumbuB,  Neto-ark  and  Zanesvtlle. 
At  Grafton  with  Cleveland.  Columbus  and  Cinciniia- 

ti  Road,  for  Shelby  Junction,  Columbus  and 

Cincinnati. . 

At  Cleve  an  i  with  Lake  Shore  Rand,  via  Dunkirk, 

for  New  Yotk  and  Boston,  via  Buflalo,  for  Naw 
York  and  Albany  and  lor  We»tern  Roaa  and  Bo*- 
ton,  with  Cleveland  and  Pituburg  Road  for 
Pittsburg,  WlieeUng,  Philaaelphia,  Baltimore,  A 
Washington  City. 

J  E.  B.  PHILLIPS,  Sap't. 

Ofllce  T..  N^  C.  R.  R.,  >  '       *^ 

Norwalk,  0 .  F^b.  2  1863.  ( 


Iron  for  MaclUnists. 

TttE  SUBSCRIBl^LS. 
IMPORTERS  AND  DEALERS  IN         t 
IRON  AND  STEEL, 

HAVE  constantly  on  hand  a  good  assortment  of 
Iron  and  Steel,  expressly  acUpted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS 

AND    MACHINISTS    OWERALLY  ' 

ELLIOTT  db  HOLDBN. 

Feb.  16,  1863.  I 90  Keekman  at ,  N  V. 

Fire  Brieluu 

SCOTCH  Patebt—for  aale  in  lou  to  ault  purehn*. 
era,  by  ^  G.  O.  ROBERTSON. 

136  Water  straet,  comer  of  Pine. 
November  18, 1862.  N«w  T«ik. 
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CARHART'S    IMPROVED    TURNTABLE. 

■- -  N»I  I- 


THTS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  «  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  CoropanieA 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simpliciiy  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  tost,  ready  for  use,  was  former 
ly  SI, 300  apiece;  this  included  all  the  workman 
ship  and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars. 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Eaq.,  Chief  Etigineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  E!<q.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Elsq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 
^  Fig.  3,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Trass,  with 
the  mode  of  gearing,  including  the  mitre*wheel8, 
and  iron  crank  frame,  rack  anof  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio, 

February  14, 1853. 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  tor  Railroad  Oars,  supplied 
bjr  the  Manufacturers'  Agent-  WM.  BAILEY 
LAN&  9  Liberty  Square,  Boston,  and  24  Broadway, 
New  York. 


:r        CAUTION. 

RiLfLROAD  Companies,  and  the  public  generally 
19  hereby  cautioned  against  purchaamg  Rich 
ardson's  PatentOU  Cups,  or  therigot  to  use  the  same, 
except  of  the  undersigned.  Proprietor  of  the  Patent, 
or  of  some  one  acttng  under  his  authority.  Commu- 
nieaikms  addreaaed  to  him  at  Westminster,  Vt.,  will 
be  nremptlfatteiutod  to.        ^.  K.  DaWOLF,  Jr. 


To  £ngrineers,  ArcMtects  and 
Drangrbtsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profession*,  that  he  has  con- 
stantly on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb  9  1863.  3l5  Broadway,  N.  Y. 


Railroad  Iron. 

THE  undersigned  Agent  for  the  manufactureis,  is 
prepared  to  contract  for  T  Rails,  of  the  usual 
pattern  and  weights,  to  be  delivered  on  board  ship  in 
Wales,  or  at  this  port. 
For  terms,  apply  to  JOHK  H.  HICCS, 

■         90  Beaver  St. 
\  Maxell  2d,  1863. 


Wm.  Swinburne, 

LOCOMOTIVE  ENGINE  BUILDER.  Peterson, 
N.  J.,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenders,  Wheels,  Ax- 
lea,  Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc.  6tf 

Kmpp^s  PrnsBlan 
CAST    STICEL.    AXLES. 

THESE  Axles  have  ne.er  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be- 
fore their  use  becomes  universal  1 

THOS.  PROSSER  &  SON, 
Sole  Agents,  28  Piatt  St.,  New  York. 
N«w  York.  Feb.  7, 1863. 
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C«»»l  St«tlctfes< 

The  following  Erie  Canal  statistics  are  official, 
from  the  report  of  the  auditor  of  the  canal  depart- 
ment: .:■-■■':  >  :-  - 

I.  The  total  tonnage  of  ail  the  property  on  the 
canals,  ascending  and  descending,  its  value,  and 
the  amount  of  toUs  collected  for  the  last  seventeen 
years : 


Year.  Tons. 

1836 1,340,807 

1837 1,171,295 

1838 1,333,011 

1839 1,435,713 

1840 1,416,046 

1841 1,521,661 

1842 1,236,931 

1848 1,613,439 

1844 1,816,586 

1846 1,985,011 

1846 2,268,662 

1847 2,869,810 

1848 2,796,230 

1849 2,894,732 

1850 3,076,617 

1861 8,682,744 

1862 3,863,441 


Value. 

S67,634,343 

55,809,288 

65,746,559 

73,399,764 

66,303,892 

92,202,929 

60,016,608 

76,276,909 

90,921,152 

100,553,245 

115,612,109 

151,563,428 

140,086,157 

144,732,285 

156,397,929 

169,981,801 

196,603,517 


Tolls. 
$1,614,342 
1,292,623 
1,590,911 
1,616,382 
1,776,747 
2,034*882 
1,749,196 
2,081,590 
2,446,374 
2,646,181 
2,756,106 
3,635,381 
3,252,312 
3,268,226 
3,273,899 
3,329,727 


8,118,004 

II  The  total  tons  coming  to  tide  water  from 
Erie  and  Champlain  canals,  for  each  of  the  last 
nineteen  years,  and  the  aggregate  value  thereof  in 
market : 


Value.  Tolls. 

$5,719,795  Not  asc't'd. 


Year.                                       Tons.  Value. 

1834 563,696  S13,405,022 

1835 753,191  20,525,446 

1836 696,347  26,932,470 

1837 611,781  21,822,354 

1838 640,481  23,038,510 

1839 602,128  20,163,199 

1840 669,012  23,213,573 

1841 774,334  27,325,322 

1842 666,620  22,751,013 

1143 836,861  28,453,408 

1844 1,019,094  34.183,167 

1845 1,204,943  45,452,321 

1846 1,362,319  61,105,256 

1847 1,744,283  73,092,414 

1848 1,447,705  20,883,907 

1849 1,579,946  52,375,521 

1860 2,033,868  55,474,637 

1861 1,977,151  53,927,-508 

1852 2,234,822  66,893,102 

III.  The  whole  quantity  of  wheat  and  flour 
which  came  to  the  Hudson  river,  from  18-34,  to 
1852,  inclusive,  with  the  aggregate  market  value 
of  the  same,  and  the  amount  of  tolls  received  on 
all  the  wheat  and  flour  transported  on  the  canals 
in  each  year,  from  1838  to  1852,  inclusive,  is  as 
follows: 

Year.  Tons. 

1834 130,452 

1835 128,552 

1836 124,982 

1887 116,491 

1838 ....133,080 

1839 124,683 

1840 244,862 

1841 202,360 

1842 198,231 

1843 248,780 

1844 277,866 

1846 320,460 

1846 419,366 

1847 661,205 

1848 431,641 

1849 434,444 

1850 461,781 

1851 467,624 

1862 676,772 

IV.  The  following  table  shows  for  each  of  the 
preceeding  eighteen  years  how  much  of  the  tolls 
received  in  each  year  of  navigation  was  on  "pro- 
ducts ft-om  Western  States,"  howmuch  was  on  "pro- 
ducts of  this  State,"  and  how  much  was  on  "mer- 
chandize going  from  tide  water." 

TOLLS  ON  AORICITLTURAL  AND  OTHER  PRODUCTS. 

Year  From  other  From  this  Medz.  from  Total  on 

States.  State,     tide  water,  'all  canals. 

1835..S153,068    S884,049     S510,997     $1,648,109 

X886..    211,760      863,022      649,664      1^614,336 


7,395,539 

9,796,540 

9,640,166 

9,883,586 

7,217,841 

10,362,862 

10,165,355 

9,284,778 

10,283,454 

11,211,677 

15,962,950 

18,836,412 

32,890,938 

21,148,421 

19,308,595 

20,218,188 

16,487,652 

22,564,256 


do. 

do. 

$301,739 

380,161 

404,525 

700,071 

621,046 

606,727 

731,816 

8118,711 

851,53;J 

1,099,325 

1,460,424 

1,126,133 

1,128,064 

1,114,619 

867,881 

995.160 


1837.. 
1838.. 
1839.. 
1840.. 
1841.. 
1842.. 
1843.. 
1844.. 
1845.. 
1846., 
1847.. 
1848.. 
1849.. 
1850., 
1851 . . 
1852. 


160.116 

247,241 

310,072 

427,480 

500,630 

467.792 

623,297 

676,032 

677,922 

1,013,478 

1.583,500 

l,157,9ft5 

1,101,860 

1.137,731 

1,251,-390 

l,:i04.018 


1723,756 
803,967 
66,723 
865,758 
924,326 
827,841 
892,151 

11088,274 
240,678 
100,699 

11213,761 
213,060 

1  2G1,22'.< 
222,877 
027,124 
013,990 


V.  The  followini 
nage  arriving  at  tiqe 
nal,  for  a  series  of 
between  the  tonna^ 
nage  from  Western 

Year, 


408,751 
539,701 
549,587 
4«2,51f 
609,927 
453,564 
566,141 
682,068 
727 ,58^ 
641,920 
837,944 
«81,40^ 
905,1.31 
913,291 
1,051,211 
799,6a(^ 


1,292,623 
1,590,911 
1,616,382 
1,775,748 
2,084,883 
1,749,1V8 
2,081,590 
2,446,374 
2,646,182 
2,766,106 
3,635,204 
3,252,367 
3,268,226 
3,278,899 
3,329,727 
3,117,668 


statement  gives  the  total  ton- 
water,  by  way  of  the  Erie  c*- 
{ leventcen  years,  i^istinguishing 
from  this  Statei  and  the  ton- 
States:  1 


From  Wjestem    From  thifl  Total  ton*. 
States-Utons.  State — tone. 

1836 54,219  .364,906  419,126 

1837 p6,256  ;W1,26!  387,606 

1838 S3,233  33|j,0lC  419,249 

1830 121,671  264,596  386,267 

1840 1>8,148  309,16?  467,815 

1841 2  24,176  -308,311  532,620 

1842 2  21,477  258,672  480,149 

1843 2  >6,376  378,969  636,346 

1844 3  )8,026  491,791  799,816 

1845 3  )4,551  655,03jt  959,590 

1846 5  )6,830  600,66$  1,107,270 

1847 8I2,»40  618,41t  1,431,262 

1848 6)0,164  534,18t  1,184,387 

,1849 7)8,669  498,0M  1,266,724 

,1850 7-3,868  598,00l  1,371,869 

il851 9)6,993  541,68|  1,508,677 

1852 l,Iil,978  492,721  1,644,699 

I     VI.  The  following ;  statement  furnishes  the  pro- 
gressive increase  of  the  trade  in  Flour  and  Wheat. 
I  The  results  in  the    >econd  colunm  aHe  arrived  at 
by  assuming  that  al  the  Flour  and  Wheat  from 
Western  States  arrived  at  tide  water,  and  by  de- 
ducting it  from  the  {total  arrival  at  tide  water. — 
In  turning  wheat  inko  barrels  the  pradtice  has  been 
followed  of  calling  ^ve  bushels  a  bancll.     It  is  not 
t  as  it  is  done  A)^  the  whole 
the  purpose  of  ni  comparison 
price  of  Flot|r  each  year 
en. 
s  State 


strictly  accurate,  b 
series,  it  answers  fo; 
of  years.     The  ave 
at  Albany  is  also  gi 
Year    Western 
States. 
1835....  268 ,259 
18-36....  317,108 
1837 ....  284,902 
1838....  668,283 


868,661 
^76,979 
747,676 
687,036 


Blls.  airiving 
at  tide  water. 
1,13^78 


1.093, 


)87 


1,032,  )78 
1,189,  J19 


Price 

S2,60 
8,76 
9,60 
8,60 
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1839 

1840. 

1841. 
8842. 
1843. 


, . .  683,609 
.1,666,616 

.  1,233,987 

.1,148,292 

.  1,6(58,645 
1844...  1,727,714 
3845...  1,563,740 
1847...  2,733,474 
1847...:}, 989,232 
1848... 2,983,688 
1849. . .  2,842,821 

.  :J,084,96y 

.  3,496,734 

.3,937,366 
Of  the  S3,118,244  coUected 
of  navigation,  thore  was  paid 

On  Flour  and  Wlie;it 

On  other  products 


1860 
3861. 
1862. 


426,644 
1,080,084 
696,667 
643,064 
670,682 
746,989 
1,288,416 
929,330 
791,106 
790,114 
886,938 
iK)6,277 
496,467 
877,731 


1,109,063 
2,146,699 
1,829,644 
1,776,061 
2,289,177 
2,474,658 
2,842,166 
3,652,804 
4,780,338 
3,763,806 
3,739,759 
8,990,236 
3,991,201 
4,815,097 
during  the  last 


6,6C 
4,8-l 
6,0(. 
5,1}: 
4,6< 
4,5( 
5,5; 
5,06 
6,8, 
6,5t 
6,00 
6,0( 
4,00 
4,63 
yeai 


.  S995,160 
1,323,92. 


Total  on  down  freight S2,319,0»i 

On  up  freight  or  morchandizu 799,161 


Total ....S3,118,244 

From  which  it  appears  that  fiour  and  wheal 
paid  nearly  one  half  of  the  down  freight  tolls,  and 
about  one-third  of  the  whole  amount  collected. — 
The  auditor  suggests  that  if  Hour  and  wlieat  from 
the  Western  states  should  increase  in  the  samt 
ratio  as  during  the  previous  ten  yeai-s,  it  might  at 
the  end  of  another  term  of  that  duration,  add  $3,- 
000,000  to  the  amount  of  tolls  collected  during  the 
last  season. 

The  total  number  of  boats  employed  on  the  ca- 
nals at  the  close  of  last  season,  as  ascertained  by 
actual  count,  was  3.404,  their  average  tonnage  be- 
ing 80  tons,  and  the  number  of  to^s  delivered  at 
tide  water  from  the  Erie  canal  wa^^l, 644,699. — 
An  expenditure  of  ^00,000,  according  to  the  aud- 
itors statement,  would  enlarge  the  channel  of  the 
Erie  canal  sufficient  for  the  passage  of  boats  of  a 
150  tons.  At  an  increase  at  the  same  rate  as  that 
of  the  last  ten  years,  this  would  accommodate  the 
business  for  twenty  years  to  come,  or  afthe  same 
rate  as  the  increase  for  the  season  of  1852,  ten 
years.     The  auditor  says  : 

With  a  delivery  at  tide  wa^o^dast  year  of  1,644,- 
699  tons  from  the  Erie  canat,  the  whole  tolls  on 
the  canals  were  over  S3,00O,00O  or  about  $2  on  a 
ton  of  the  delivery.  At  the  present  ra^es  it  may 
be  assumed  that  every  ton  of  increased  arrival  at 
tide  water  will  add  ^  additional  toll,  so  that  the 
delivery  at  tide  water  from  the  Erie  canal  shall 
reach  8,000,000  of  tons,  whether  in  twenty  years 
or  in  ten  years,  the  tolls  may  be  S6,000,600,  and 
at  that  rate  for  any  less  time.  Every  increased 
delivery  of  100,000  tons  may  be  given  at  an  in- 
crease of  S200,000  in  tolls. 

The  number,  tonnage,  &c.  of  boats  at  the  times 
when  the  three  last  actual  counts, were  made,  were 
as  follows : 

Lockages 
Tons  f'm  Erie  at  Alex- 
canal  deliv'd     ander's 
at  tide  water 

799.816 
1,431,262 
1,644,699 


Jaal. 

lo4o . . 
1868.. 


No. 
.2,126 
.3,991 
.3,404 


Tonnage 
capacity. 

117,463 
266,260 
266,700 


Lock. 
28,219 
43,957 
41,672 


The  tons  and  lockages  as  put  down  are  in  each 
case  for  the  year  preceding  the  one  named. 

The  following  table  shows  for  a  series  of  years, 
the  average  tonnage  of  the  boats ;  the  time  neces- 
sary to  make  a  passage,  and  the  cost  to  bring  a  bbl. 
of  tiour  from  Buffalo  to  Albany  ;  the  lockages  at 
Alexander's  lock,  and  the  total  tons  delivered  at 
tide  water  from  the  Erie  canal : 

I    j       Tons 

deliv- 

er'd 

at  tide 

water 

fmEr'e 

Canal. 

632,520 

799,816 

1,431,252 

1,184,337 


Average  Pays  time  Fr'ght  Lock'es 
ton'age    between     on  a  bl.  at  Alex- 


ofboat. 


Tear 

1841. 
1844. 
1847. 
1848. 


Buffalo 
&  Alb'y. 


offlour.  ander's 
Lock. 


.41 
.49 
.67 
.71 


9 
9 


71c 
60c 
77c 
58c 


30,320 
28,219 
43,968 
84,911 


1849 68  8^  66c  36,918  1,266,724 

1860 76  9  58c  38,444  1,664,675 

1851 78  8>^  49c  40,896  1,608,677 

1862 80  9  53c  41,672  1,644,699 

The  following  tables  show  the  cost  of  transport- 
ation of  up  ana  down  freight  for  a  series  of  years, 
listinguishing  between  the  amounts  paid  to  the 
State  for  tolls,  and  to  the  forwarding  merchant  as 
freight.  The  upward  freight  is  calculated  upon 
the  Dasis  of  one  hundred  pounds  of  mercbaudise, 
and  the  downward  on  that  of  a  barrell  of  fiour  of 
216  lbs. 


UP  FREIGHT  PER  HUNDRED  LBS. 
BUPFALO. 

Year.        May.  June. 


1830. 
1831. 
1832. 
1833. 
1884. 
1836. 
1836. 
1837. 
1838. 
1839. 
1840. 
1841. 
1842. 
1843. 
1844. 
1845. 
1846. 
1847. 
1848. 
1849. 
1850. 
1851. 
1852. 


00 
00 
00 
92 
82 
80 
05 
06 
86 
87 
80 
68 
75 
56 
77 
61 
88 
89 
39 
39 
37 
31 
28 


00 
00 
00 
79 
82 
80 
05 
06 
85 
81 
80 
63 
71 
66 
60 
44 
40 
39 
39 
39 
35 
31 
26 


PROM  ALBANY  TO 


July.  Aug.  Sept. 


00 
00 
00 
70 
82 
80 
06 
01 
88 
76 
85 
59 
68 
51 
48 
48 
41 
39 
39 
39 
35 
30 
25 


00 
98 
00 
69 
82 
80 
06 
90 
85 
81 
80 
47 
58 
46 
48 
49 
35 
39 
39 
89 
36 
30 
26 


00 
97 
00 
69 
82 
80 
05 
84 
85 
90 
85 
50 
58 
51 
67 
49 
43 
39 
39 
39 
36 
31 
26 


1694  1540  1602  1455  1499 


Total  average 
—  years.... 


for 


69   67 


1830. 
1831. 
1832. 
1833. 
1834. 
1836. 
1836. 
1837. 
1838. 
1839. 
1840. 
1841. 
1842. 
1843. 
1844. 
1845. 
1846. 
1847. 
1848. 
1849. 
1850, 
1851. 
1852. 


65 
Av'age 
for 
Oct.     Nov,     year. 


00 
99 
00 
67 
83 
80 
06 
75 
83 
90 
84 
68 
60 
61 
77 
47 
40 
89 
89 
39 
87 
81 
26 


00 
99 
00 
73 
82 
80 
05 
88 
88 
90 
87 
81 
81 
72 
80 
60 
49 
39 
89 
39 
39 
32 
28 


00 
99 
00 
74 
82 
80 
05 
93 
85 
85 
83 
61 
62 
56 
65 
48 
40 
39 
39 
39 
36 
31 
26 


63 

Tolls 
deduct 

ed. 
61 
51 
61 
44 
33 
33 
33 
33 
33 
33 
33 
83 
33 
33 
33 
33 
24 
24 
24 
24 
24 
22 
16 


65 
Leav- 
ing 
fre't. 
49 
48 
49 
36 
49 
47 
72 
60 
62 
62 
60 
28 
38 
23 
33 
15 
16 
15 
15 
15 
12 
9 
11 


1519  1621  1532   750   788 


Total 


average 
years. . . . 


for 


66 


70        67        33        34 

DOWN  FREIGHT  PER  BBL.  216  LBS.  FROM  BUFFALO  TO 
ALBANY. 

Year.        ^ay^  June. 
1830 


1831. 
1882. 
1888. 
1834. 
1836. 
1886. 
1837. 
1888. 
1839. 
1840. 


00 
04 
01 
91 
87 
70 
80 
80 
80 
68 
80 


99 
97 
97 
82 
78 
66 
78 
80 
78 
67 
78 


July. 
97 
91 
90 
86 
78 
66 
72 
82 
71 
66 
74 


Aug. 
86 
92 
97 
83 
81 
64 
72 
72 
68 
65 

67 


Sept. 
99 


90 
00 
90 
85 
64 
76 
83 
73 
78 


1841. 
1842. 
1843. 
1844. 
1846. 
1846. 
1847. 
1848. 
1849. 
1860. 
1861. 
1852. 


76 
72 
60 
76 
55 
61 


65 
60 
60 
61 
66 
61 


12  1  02 
64    50 


51 
61 
46 
47 


55 
50 
46 
47 


68 
60 
69 
65 
64 
63 
67 
64 
65 
63 
50 
51 


Total 'av«rage 
—  years... . 


1709  1608  1661 


for 


74 


70   67 
Av'age 


1830. 
1831. 
1832. 
1883. 
1834. 
1836. 
1836. 
1837. 
1838. 
1839. 
1840. 
1841. 
1842. 
1843. 
1844. 
1846. 
1846. 
1847, 
1848. 
1849. 
1860. 
1861. 
1852. 


Oct.  Nov. 


01 
97 
00 
91 
86 
76 
80 
77 
70 
87 
80 
73 
63 
62 
67 
63 
68 
66 
66 
57 
59 
68 
68 


02 
02 
06 
91 
88 
75 
80 
97 
76 
00 
18 
85 
76 
70 
65 
96 
05 
73 
72 
71 
81 
60 
68 


for 
year. 
98 
% 

1  00 
88 
83 
68 
77 
81 
73 
76 
81 
71 
65 
60 
60 
71 
64 
77 
68 
66 
67 
49 
53 


63 

66 

62 

62 

57 

58 

65 

54 

57 

65 

54 

53 

62 

67 

54 

'  62 

52 

52 

64 

53 

43 

46 

47 

64 

1608 

1676 

66 

69 

Tolls  Leav- 

deduc- 

ing 

ted. 

fre't. 

66 

43 

66 

41 

55 

45 

89 

49 

36 

48 

35 

33 

36 

42 

35 

40 

35 

38 

35 

41 

36 

46 

35 

36 

35 

30 

85 

26 

36 

25 

35 

26 

31 

33 

81 

46 

81 

27 

31 

25 

31 

26 

23 

26 

23 

30 

1671  1952  1661  825  827 
Total  average  for 

—  years 73        85        72         36        36 

These  tables  show  that  while  the  carrier  in  1830, 
49  cents  per  hundred  lbs.,  on  up  freight,  and  4-3 
cents  per  barrel  on  down  freight,  he  received  in 
'52,  only  11  and  30  cents  respectively. 

Tables  are  given  in  the  report  showing  the  whole 
cost  of  transportation  on  the  canals,  fbr  sixteen 
yoars  past,  distinguishing  between  that  which  goes 
to  the  state  and  that  which  goes  to  the  carrier. 

For  those  years  the — 

Whole  cost  of  transportation  was $78,697,654 

Deduct  carrier's  charge 39,029,602 


And  it  leaves  the  sum  of $89,876,876 

as  a  tax  belonging  to  the  state,  and 
which  has  gone  into  the  treasiuy. 

Deduct  the  cost  of  repairs,  etc.,  of  can- 
als for  the  same  time 10,991,626 


And  it  leaves  the  sum  of $28,876,336 

This  shows  an  annual  charge  of  about  $1,800,- 
000  imposed  upon  the  commerce  of  the  canals,  for 
the  purpose  of  paying  the  interest  and  principal  of 
the  debt  which  has  been  incurred  for  purposes 
connected  with  them,  and  for  the  completion  of 
the  unfinished  works. 


Baelme, 


JanesTllle,   and 
ro»d. 


MUiUslppl    Rall- 


The  Racine  Commercial  Advertiser,  of  the  16th, 
says,  that  on  Mcmday  the  corps  of  engineers, 
under  the  direction  of  Charles  L.  Prescott,  chief, 
commenced  running  the  line  and  laying  the  road, 
preparatory  to  the  letting  of  contracts  for  making 
the  road,  which  will  take  place  in  the  first  part  of 
April.  The  amount  abready  subscribed  towards 
the  stock  of  this  road,  warrants  this  early  contrac- 
ting for  its  being  built ;  and  we  doubt  not,  from 
the  well  known  enterprise  of  the  president  and 
directors  of  this  company,  that  this  road  will  be  as 
soon  completed  as  any  road  of  equal  kQ|;tbia  th^ 
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JournAl  ot  Rallroafl  Ij«iir» 

TIMELY  NOTICE  OF    AN  ACCIDENT.'! 

While  the  telegraphs  furnish  facilities,  they  im- 
pose duties. 

This  was  lately  shown  in  the  case  of  Hodgson, 
vs,  Manchester,  Sheffield  and  Lincolnshire  Railroad 
Company,  tried  in  the  Northern  Circuit  of  Eng- 
land. 

The  plaintiff  was  a  guano  dealer,  and  having  a 
season  ticket  on  the  defendants'  road,  was  in  the 
habit  of  constantly  travelling  upon  it  for  ^e  sake 
of  attending  markets.  He  was  on  one  pccasion 
going  from  Sheffield  to  Manchester,  and  at  a  few 
miles  beyond  W.id.slcy  station,  there  happened  a 
slide  of  the  bank,  which  stopped  the  progress  of 
the  cars.  The  train  in  which  the  plaintiff  w;is  tra- 
velling had  arrivi'd  safely  at  the  Wadsley  station. 
At  that  station  a  signal  wa.s  up  to  stop,  but  be- 
fore this  direction  conld  bt-  complied  with,  they 
ran  into  a  pilot  engine,;  in  consequence  of  which 
plaintiff  was  bruised  in  the  leg,  and  was  Compell- 
ed to  pay  18  guineas  to  his  surgeon. 

The  judge  left  it  to  the  jury  to  decide  whether 
or  not  the  defendants  had  been  gui%  of  negli- 
gence in  not  having  availed  themselves  of  their 
telegraph  in  such  a  way  as  to  give  notice  of  the 
bank  slide  in  due  season  to  prevent  the  occurrence 
which  had  taken  place. 

The  jury  awarded  £100  to  the  plaintiff. 

POWERS  OP    DIRECTORS  OF     RAILWAY  COMPANIES    IN 
REGARD  TO  LOCATING    ROUTES.      - 

A  very  important  opinion  respecting  this  sub- 
ject has  lately  been  delivered  by  judge  Caldwell, 
of  the  Ohio  Supreme  court,  in  the  case  of  W.  H. 
Baldwin,  vs.  the  HiUsborough  railroad  company  and 
others.  An  injunction  had  previously  been  issued 
against  the  company,  ordering  them  to  desist  from 
completing  a  proposed  extension  of  their  road. 

The  plaintiff  was  a  stockholder  in  said  company 
and  complained  of  an  alteration  in  the  route  of 
the  road  as  originally  laid  out.  The  company  was 
about  to  extend  its  road  east  from  Hillsborough 
to  a  point  near  or  opposite  Parkersbui^,  in  Virgi- 
nia, in  order  to  connect  with  the  North  Western 
Virginia  railway. 

The  original  intention  of  the  company  had  been 
to  connect  with  a  road  to  Chillicothe  ;  but  this 
plan  had  failed,  and  resulted  in  two  rival  roads 
with  both  of  which  it  was  said  the  proposed  ex- 
tension interfered. 

The  Judge  thought  that  in  a  case  like  this  the 
directors  were  invested  with  a  certain  discretiona- 
ry power  in  regard  to  the  location  of  the  routes.  If 
there  had  been  any  evidence  of  a  fraudulent  pur- 
pose on  the  part  of  the  directors  in  selecting  the 
route  in  question,  the  court  would  not  have  hesi- 
tated to  enjoin  them  against  proceeding.  But  no 
evidence  has  been  produced  showing  that  the  di- 
rectors have  not  consulted  the  best  interests  of 
the  company  in  the  matter  under  consideration. 

But  it  was  urged  that  the  route  of  the  proposed 
road  had  been  virtually  located  by  the  act  of  the 
12th  of  March,  1861,  by  which  the  proposed  ex- 
tension was  authorized.  That  act  was  adopted  at 
a  meeting  of  the  stockholders  of  the  railroad  com- 
pany, and  in  pursuance  of  the  provisions  of  said 
act,  the  stockholders  selected  a  route  by  the  way 
of  Paint  Valley.  The  directors  had  14  miles  of 
that  route  surveyed.  They  did  more.  They  made 
contracts  for  constructing  a  road  thereoft.  But 
making  a  survey  is  not « location  of  a  route.   Nor 


do  mere  resolutions  of  a  board  of  directors  amount 
to  the  location  of  a  route.  They  had  a  right  to 
change  their  minds, — and  to  change  the  routes,  if 
the  interests  of  the  company  required  it. 

It  was  urged  that  stock  was  subscribed  for  in 
view  of  the  extension  by  the  route  so  originally 
selected.  This  might  or  might  not  have  been  so. 
There  appears  to  have  been  no  intentional  bad 
faith  on  the  part  of  directors  towards  subscribers 
of  any  class.  Although  the  company  had  made 
contracts  in  reference  to  the  route  originally  selec- 
ted, those  contracts  were  conditional.  A  mere 
resolution  may  always  be  rescinded. 

It  being  urged  that  the  route  can  only  be  chang- 
ed by  the  stockholders,  the  Court  decided  the  se- 
lection of  a  route  to  be  the  proper  duty  of  the  di- 
rectors. But  this  had  been  the  turning  point  at 
the  last  election  of  directors  ;  and  their  conduct 
had  been  in  the  main  ratified  by  the  company. — 
And  in  regard  to  the  arguments  that  it  was  indi- 
cated by  the  charter  that  the  road  should  be  con- 
tinued to  Marietta,  the  Court  remarked,  that  for 
aught  that  appeared  the  proposed  route  might  be 
the  best  route  for  reaching  Marietta. — The  position 
that  the  directors  had  fraudulently  issued  bonds 
for  the  purpose  of  carrying  out  their  project,  was 
also  deemed  wholly  untenable, — especially  as  the 
plaintiff  had  sanctioned  other  but  similar  measures 
by  his  own  vote. 

The  injunction  was  dissolved. 

THE  SECOND  AVENUE  RAILROAD. 

A  like  decision  was  made  in  this  case. 

The  grounds  of  the  same,  were  thus  briefly  set 
forth  by  Judge  Roosevelt: 

The  allegation  of  the  great  pecuniary  value  of 
the  grant  of  the  railroad  in  question,  not  being  de- 
nied, is,  in  effect,  admitted  to  be  true. 

No  corporation,  whether  monied  or  municipal, 
having  stockholders  or  constituents,  has  a  right 
without  their  consent,  to  give  away  the  property 
entrusted  to  its  care. 

The  exclusive  privilege  of  laying  rail  track  and 
ninning  cars,  and  receiving  pecuniary  emolument 
therefrom,  like  the  franchise  of  a  bridge  or  ferry, 
or  other  incorporal  heriditament,  is  as  much  a  sub- 
ject of  property  as  the  Park  or  the  City  Hall,  or 
the  moneyed  contents  of  the  City  Treasury. 

To  grant  such  a  privilege  to  a  few  favored  indi- 
viduals, without  any  public  equivalent,  is  in  prin- 
ciple, the  same  as  a  resolution  or  ordinance  of  the 
Common  Council  directing  a  division  of  the  funds 
of  the  City,  raised  by  taxation,  among  the  mem- 
bers themselves. 

Such  acts,  whether  done  or  threatened,  are  all 
alike,  gross  breaches  of  trust,  and  subject  as  such 
to  the  jurisdiction  of  the  supreme  court,  sitting  as 
a  court  of  equity. 

It  is  the  duty  of  the  court,  in  such  a  case,  as  in 
the  case  of  any  other  trust,  on  the  complaint  of  in- 
jured parties,  who,  in  the  present  instance,  %re  the 
oppressed  tax  payers,  to  restrain  the  commission 
of  such  acts,  by  injunction,  and  where  the  grants 
are  already  made,  to  declare  them  null  and  void. 

If  it  be  true,  (and  such  is  admitted  to  be  the 
fact,)  that  the  franchise  in  question  was  of  the  va- 
lue of,  and  might  have  been  disposed  of  for  "  many 
thousand  dollars,"  it  follows,  as  an  inevitable  con- 
sequence that  by  giving  it  away  the  Common  Coun- 
cil were  in  effect,  taxing  their  constituents  unlaw- 
fully, to  the  extent  of  as  many  thousands. 

J.  Morris,  dissented  in  both  cases.  •  -  ^  ? 

3AN  RAILROAD    COMPANIES    BE    OMPOWERED  TO  SOB- 
SCRIBE  FOR  STOCK. 

This  question  has  been  decided  affirmatively  by 
the  Supreme  Court,  io  the  case  of  White  vs,  tht 
Utica  and  Schenectady  railroad  company. 

The  Legislature,  in  a  speciid  act,  empowers  the 
said  company  to  subscribe  to  stock  of  a  CMxadia^ 


railroad  company, — with  whose  road  a  communi- 
cation was  to  be  effected  by  the  said  Utica  and 
Schenectady  company.  This  subscription  has  now 
received  the  sanction  ofa  judicial  tribunal. 


Geog^aphloal,  Qeologle«l,and  Statistical  re- 
latloBS  of  the  Obio  aud  Mlsalsslppi  Rail- 
road. 

The  Ohio  and  Mississippi  Railway,  when  com- 
pleted, will  be  the  central  axis, — like  the  hub  to 
the  wheel, — in  what  may  properly  be  called  the 
Railway  System  of  the  Mississippi  Valley.  That 
system  will  be  as  grand  in  artificial  works  as  that 
valley  is  vast  in  extent  and  resources.  Already, 
ten  thousand  miles  of  railway,  exceeding,  in  ag- 
gregate, those  of  all  Europe,  are  either  finished, 
constructing  or  planned,  with  a  moral  certainty  of 
completion.  On  the  north  they  connect  with  the 
great  Basin  of  the  Lakes,  from  the  Gulf  of  St.  Law- 
rence to  the  Arctic  Plains ;  on  the  south  they  stretch 
to  the  Gulf  of  Mexico ;  on  the  east  they  are  linked 
to  every  great  city  of  the  Atlantic  and  on  the  wesi 
they  are  already  rapidly  tending  towards  the  bos- 
om of  the  Pacific.  On  a  straight  line  between 
Cincinnati  and  St.  Louis  will  be  found  a  point  mid 
way  between  the  Atlantic  and  the  Rocky  Mountains, 
and  between  the  lakes  and  highlands  of  the  Gulf, 
on  that  line  also  will  be  found  the  centre  of  popu- 
lation for  that  wide  region,  where  eight  millions 
of  people  already  reside,  and  where  nature  has 
furnished  abundant  food  and  temperate  climate 
for  hundreds  of  millions  in  time  to  come.  In  every 
sense,  therefore,  natural,  commercial  and  civil,  the 
railway  line  between  Cincinnati  and  St.  Louts  oc- 
cupies a  central  and  commanding  position  in  refer- 
ence to  the  whole  railway  system  of  the  central 
west. 

In  estimating  the  traffic  and  profits  of  such  a 
work  we  must  not  merely  consider  what  we  know 
of  the  present,  but  look  beyond  into  some  of  the 
great  elements  of  nature,  society,  industry  and 
commerce ;  for  the  stream  of  business  and  of  move- 
ment, on  the  artificial  communications  of  a  coun- 
try, as  certainly  proceed  by  fixed  laws,  from  the 
resources  of  nature  and  the  arts  and  growth  of  a 
people  in  that  country,  as  do  the  streams  of  water 
from  their  original  and  perrennial  fountains. — 
Therefore,  in  discussing  the  problem  you  have  sub- 
mitted to  me,  I  shall  consider  the  subject  in  the 
following  order,  trusting  that,  if  the  details  seem 
dry,  you  will  consider  that  they  lead  to  an  inevi- 
table and  a  satisfactory  conclusion. 

1.  The  Geographical  position  of  the  Cincinnati 
and  St.  Louis  Railway. 

2.  The  Geological  elements  of  wealth,  subsist- 
ence and  population  in  the  country  traversed. 

3.  The  magnitude  and  conomerce  of  the  cities 
connected. 

4.  The  actual  surplus  productions  of  the  country 
traversed. 

6.  Tributary  Railway  lines. 

6.  The  shortened  distances,  by  these  lines,  from 
the  central  cities  to  the  seaboard. 

7.  Estimate  of  through  passengers. 

8.  Estimate  of  lateral  passengers. 

9.  Estimate  of  way  passengers. 

10.  Estimate  of  freight  derived  from  the  surplus 
productions. 

11.  Estimate  of  freight  derived  from  merchandize 
and  manufactures. 

12.  Final  estimate  of  profits.       -      -    ■  . 

1.       GEOGRAPHICAL  POSITION. 

Whoever  examines  the  geographical  features  of 
the  Mississippi  Valley  will  at  once  observe  that  it 
has  two  great  Natural  Axes,  nearly  at  right  an- 
gles with  one  another.  One  is  the  longitudinal 
axis  of  the  Mississippi  itself,  extending  from  the 
Arctic  Plains  to  the  Gulf  of  Mexico,  in  a  straight 
line  less  than  1,500  miles,  but  by  the  river  course 
3,360  miles  -,  the  other  is  the  transverse  axis,  form- 
ed by  the  Ohio,  the  Missouri  and  the  Platte,  pur- 
suing a  general  course  east  and  west.  This  asLis 
is  not  quite  so  direct  as  that  of  the  Mississippi ;  but 
pursues  a  geographical  direction,  substantially,  at 
right  angles  with  the  former.  The  southern  deflec- 
tiop,  tenaiofrtQig  »tt)iemptitli  of  U^eQluo,  is  form- 
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ed  by  the  general  declivity  of  the  Valley  towards 
the  Gulf  of  Mexico.  The  length  of  this  tranverse 
axis,  from  the  eastern  to  the  western  mountain 
chains,  is  about  equal,  on  a  straight  line,  to  the 
longitudinal  axis — 1,600  miles — although,  by  the 
river  distances,  it  is  more  than  three  thousand. 

The  existence  of  these  two  great  natural  axes 
determines  three  great  pri-nciplcs,  in  reference  to  all 
the  future  railway  systems  of  the  central  west. — 
These  principles  will  exert  a  controlling  influence 
over  all  particular  works,  and  must  have  an  im- 
portant bearing  on  the  line  between  Cincinnati  and 
St.  Louis.     They  are 

1.  Nature  having  formed  great  highways  on 
which,  naturally,  all  commerce  flows — to  which  all 
plains  incline,  and  where,  by  the  aid  of  steam  ap- 
plied to  vessels,  a  large  portion  of  the  movement 
of  the  country  must  still  go  on — it  follows  that  the 
railway  system  mtisl  conform,  generally,  to  those 
natural  ones.  They  must  tend  to  supply,  as  far  as 
their  artificial  uses  go,  the  original  purposes  of 
these  great  channels.  They  must  take  the  general 
direction  of  either  the  longitudinal  or  transverse 
axis,  or  they  cannot  supply  the  demands  of  com- 
merce on  those  interior  plains  which  descend  to- 
wards those  axes. 

3.  The  Valleys  of  these  great  axes  are,  in  con- 
sequence of  their  extraordinary  irrigation,  and  the 
descent  of  the  whole  country  towards  them,  the 
great  depositories  of  vegetable  productions,  and, 
therefore,  of  food  to  men  and  animals.  There,  life, 
both  vegetable  and  animal,  most  abounds,  and 
there  movement  is  most  necessary  to  life  ;  there 
gravitates  the  means  of  subsistance,  and  there 
also  gravitates  the  living  population,  which  will 
produce,  consume  or  fabricate  it  into  the  merchan- 
dize of  commerce.  Thus  we  see  arise  on  the  great 
tranverse  axis  of  the  Ohio  and  the  Missouri  the 
cities  of  Pittsburgh,  Wheeling,  Cincinnati,  Louis- 
ville and  St.  Louis,  whose  united  population  is 
double  that  of  all  the  cities  on  the  Lakes  and  the 
Gulf  of  Mexico  together.  The  centralization  of 
commerce  and  population  in  the  tranverse  valleys 
is  double  what  it  is  on  both  sides,  north  or  south, 
and  quadruple  what  it  is  on  either  one.  The  exist- 
ence of  the  great  axes,  therefore,  has  determined, 
as  a  second  principle,  the  centralization  of  popula- 
tion,  production  and  commerce  of  these  lines. 

3.  It  follows  inevitably,  from  those  facts,  that 
those  railways  which  are  nearest  to  and  conform 
most  to  the  natural  axes  of  the  country  will  have  the 
most  business,  and  be  the  most  profitable,  for  they 
lie  on  the  centres  of  population  and  production. 

These  are  general  principles  which  flow  direct^j- 
from  the  geographical  features  of  the  Mississsippi 
Valley.  Their  application  to  the  Cincinnati  and 
St.  Louis  railway  is  direct  and  obvious.  This  work 
lies  precisely  on  the  line  of  the  transverse  axis, 
having  avoided  only  the  deflection  of  that  axis  at 
the  mouth  of  the  Ohio ;  but  preserving  the  general 
direction  of  the  Ohio,  the  Missouri  and  the  Platte. 
Intersecting  the  Missouri  Valley  at  its  outlet,  it 
commands  the  entire  transit  traffic  of  the  great 
plain  west  of  the  Mississippi ;  it  there  proposes  to 
transfer  so  much  of  that  traffic  destined  eastward- 
ly,  over  a  straight  line  of  lessthan  half  the  length 
of  the  water  course,  again  intersecting  the  Ohio  at 
the  very  centreofitstradeand population,  it  rejoins 
the  natural  axis,  where  it  can  command  the  trade 
of  the  east  tending  westwardly.  In  fact,  it  never 
leaves  the  great  natural  current,  except  to  avoid 
its  sinuosities.*  Such  is  its  geographical  position. 
The  direct  advantages  which  flow  from  it  are  these ; 
that  the  entire  Railway  system  of  the  central  val- 
ley, covering  two  million  two  hundred  and  fifly 
thousand  square  miles,  will  radiate  round  this  axial 
line  ;  that  no  longitudinal  line,  connecting  the  basin 
of  the  Lakes  with  the  Gulf  of  Mexico,  can  exist 
without  intersecting  this  work,  or  its  continuances ; 
that  all  the  great  lines  of  the  east  must  tend  to- 
wards it,  as  a  centre  of  union  ;  that  any  highway 
hereafter  constructed  to  the  Pacific  will  become  a 
continuance  of  this  ;  and  lastly,  that  by  connecting 
the  great  commercial  centres  of  Cincinnati  and  St. 
Louis,  it  becomes  the  channel  into  which  the  pop- 
ulation, commerce  and  manufactures  of  the  valley 
poxir  th«ir j;init«d  streams. 


2.      GEOLOGICAL  POBMATIOK 

This  is  a  consideration  not  to  be  lost  sight  of 
when  we  would  estimate  the  traffic  of  railways  on 
extending  lines.  In  some  countries  we  might  pass 
over  sandy  plains  in  order  to  reach  distant  cities ; 
in  others,  mountain  regions,  unfruitful  of  anything 
but  mineral  resources ;  in  others,  through  land 
wholly  arable,  or  in  others  of  grassy  plains.  The 
geology  of  the  country  through  which  the  Ohio 
and  Mississippi  railway  passes  is  one  characterized 
by  all  the  elements  of  great  wealth.  At  Cincinnati 
is  nearly  the  centre  of  the  blue  limestone  region, 
that  which  is  probably  more  fitted  to  the  produc- 
tion of  Indian  corn,  and  all  the  vegetable  materials 
of  food  than  any  other  section  of  the  country.  In 
the  Valley  of  White  River,  on  the  Wabash,  the 
road  passes  for  long  distances  through  the  finest 
alluvial  beds  in  the  great  alluvial  plain  of  the  West. 
In  Illinois  it  passes  through  the  same  formation  i 
while  midway  on  the  line  it  intersects  a  portion  of 
the  immense  coal  field  which  there  crosses  the 
Valley  of  the  Ohio.  Near  St.  Louis,  at  its  western 
extremity,  are  immense  bodies  of  iron  and  lead, 
scarcely  begun  to  be  developed,  which  must,  here- 
after, form  the  ba-sjs  of  immen.se  manufacturing 
establishments.  Such  is  the  geology  of  the  conn- 
try  traversed  by  this  work,  and  of  the  neighboring 
sections,  which  must  contribute  to  its  business. — 
Its  alluvial  character  makes  the  road  easier  of  con- 
struction, while  it  greatly  increases  the  materials 
of  its  traffic.  With  this  peculiar  characterestic 
there  is  singularly  united,  in  and  around  the  same 
region,  deposits  of  coal,  iron  and  lead,  greater  in 
magnitude  than  any  found  equally  accessible  in 
any  country.  .  \ 

3.       THE  MAGNITUDK    AND  COMMERCE  OP  THE    C  ITCES. 

Cincinnati  and  St.  Louis,  the  two  cities  at  the 
extremities  of  this  line,  have  no  rivals  in  the  rapid- 
ity of  their  progress,the  accumulation  of  their  wealth 
or  the  splendor  of  their  prospects  ;  they  stand 
where  there  is  more  positive  power  to  feed  men, 
more  materials  for  manufacture,  and  greater  extent 
of  inland  manufactures  than  is  to  be  found  at  any 
other  points  in  America.  The  adventurous  mer- 
chant finds  thirty  thousand  miles  of  internal  coast 
open  to  his  commerce,  before  he  even  reaches  the 
ocean.  The  manufacturers  and  artizans  finds, 
spread  within  their  reach,  coal,  iron,  stone  and 
timber,  in  quantities  such  as  populous  nations  in 
accumulated  ages  of  time  cannot  exhaust.  And 
hungry  millions,  in  search  of  food  and  comfort,  find 
a  soil  fertile  in  every  salutary  plant,  and  abouding 
in  every  physical  element  of  human  happiness. — 
It  is  such  causes  which  have  produced  the  rapid 
population  of  the  west,  and  such  causes  will,  for 
centuries  to  come,  continue  its  growth  and  increase 
the  magnitude  of  its  cities.  That  the  growth  and 
prospects  of  Cincinnati  and  St.  Louis  may  be  fully 
understood,  I  present  the  following  tables — exhib- 
iting, in  the  first  place,  their  absolute  growth,  and 
next,  their  growth  as  compared  with  New  York 
and  Philadelphia,  when  at  the  same  relative  mag- 
tude. 

1    TABLE  OF  THE  POPULATION  AND    GROWTH    OF  CrN 

^  CINNATI. 

Decennial 

Years.  Population. 

1800  750 

1810  2,320 

1820  :           9,602 

1830  24,831 

1840  46,338 

1850  116,108 


Increase 
per  cent. 

"266 

314 

158 

87 

160 

2.    TABLE  OF  THE  RELATIVE  GROWTH    OF  NEW  YORK, 
PHILADELPHIA  AND  CINCINNATI. 


Increase. 

1,670 

7,282 
15,229 
21,507 
69,770 


NEW  YORK. 

Popula- 
Years.     tion.     Increase. 


1790 
1800 
1810 
1820 


33,131 

60,489 

96,373 

123,706 

Years. 

1820 

1830 


82  per  ct. 
60      " 
30      " 


PHILADELPHIA 

Popula- 
Years    tion.    increase' 

1790    42,620    

1800  70,287  66  pr  ct. 
1810  96,664  40  " 
1820  108,116  13  " 


CINCINNATI. 

Population. 
9,602 
24,831 


Increase. 
168prct. 


^ 


* 


1840      I        46,338  87      "  1 

1860  116,108  160     " 

This  table  proies  that  Cincinnati  has  grown  much 
more  rapidly,  ai  corresponding  eras,  than  either 
New  York  or  P]  liladelphia  ;  and  there  is  certainly 
nothing  in  the  r  ;lative  situation  of  either  to  show 
that  their  relati  ire  growth  will  n^t  continhe.  In 
thirty  years  (at  drailar  periods)  Ntw  York  increas- 
ed 90,000  (275  per  cent);  Philadelphia,  66,000, 
(159  per  cent)  ;  and  Cincinnati,  106 ,506, (1.100 per 
cent.) 

3.    TABLE  OF  TH*    RBLATIVE 


Years. 

1820 

1830 

1840 

1860 


Popi  latiou. 

4,>y8 

5.  ^3 
16,  ,69 
82,  42 


Years. 

1820 

1830 

1840 

1850 


4.  Table  of  thJ;  combined  gro" 
and  cincinnati. 

Decennial 


OF 


Population. 

14  20fr 

30  683 

62  807 

198,860 


Increase 


ST.    LOUIS. 

Ratio  of 
Increase. 

m 

180 
400 


OF    ST.    LOriB 


Ratio  of 
lucrease. 


16,4*3  106  . 

34,l|4  105 

126,0^3  216 

The  very  reniarkable  fact  is  pK'sented  in  this 
table,  that  the  ratio  of  increase  his  doubled  in  the 
^s/ period.  Tie  increase  of  Ncur  York  city  has 
never  been  bey  )nd  70  per  cent  ip.a  decennial  peri- 
od;  while  we  fiid  that  of  Cincinniti  and  St.  Lonis 
216  per  cent,  w  >en  they  had  readhed  an  average 
magnitude  of  1(  0,000  inhabitants !  This  fact  proves 
that,  as  the  inUJrnal  commerce  of  tjhe  west  increases 
it  impels  the  gr  )wth  of  the  marts  pf  trade  at  an  in- 
creased ratio,  ii  order  to  distribute  the  products 
of  its  fertile  soi  and  its  rapidly  increasing  popu-' 
lation.  The  co  nbined  growth  o^  the  cities  of  the 
Ohio  valley,  viz:  Pittsburgh,  Wheieling,  Cincinnab 
and  Louisville,  presents  the  samefact  in  a  striking 
point  of  view  ;  i  n  ISlOthev  had  10^000  inhabitants; 
in  1830  60.000,  md  in  1850  270,0(^.  In  1860  the 
commercial  tow  ns  of  the  Ohio  Villey  will  have  a 
population  excfeding  half  a  million. 

I  shall  not  ur  dertake  to  predict  the  period  when 
St.  Louis  and  Cincinnati  will  be  parallel  in  magni- 
tude with  New  York  and  Philadelphia  ;  but  that 
such  a  period  will  come  cannot  be  doubted  by 
those  who  hare  attentively  considered  the  far 
greater  resonrcus,  and  ultimate  population,  which 
will  supply  thej  element*  of  trade  and  civic  em- 
ployment, to  the  central  cities  in  icomparison  with 
those  of  the  seaboard.  If,  then,  it  be  profitable 
illions  of  capital  (n  railways  radh 
n  ;  if  it  be  profitikblc  to  send  forth 
ew  York,  Philaddlphia  and  Balti- 
g  the  mountaina — traversing  the" 
kes — and  pursuing  their  devious 
way  in  pursuit  pf;«r/  only  of  the  commerce  of  the 
west — how  mu^h  more  profitable  must  it  be  unite 
the  commercial  capitals  of  the  west,  in  a  direct 
line,  through  that  fertile  garden  ifiUed  with  that 
much  coveted  qommerce  1  NotSiing  can  be  plain- 
er than  the  superiority  of  its  results  to  those  which 
can  possibly  belobtained,  even  oa  the  most  pros- 
perous of  those  pines,  in  which  suih  enormous  cap- 
itals have  been  embarked. 

4.    THE  ACTUAL  I^URPLUS  PRODUCTIONK  OF  THE  COUH- 
*TRY  TRIBCTAI  Y  TO  THE  CINCINykTI    ANDST.LOUIB 
LINE.  1 1 

The  positive  surplus  production  of  a  country 
must  be  detenriined,  before  we  can  properly  esti- 
mate the  profits  of  commerce.  Ewen  then  we  shall 
fall  much  short  of  the  amount  which  is  moved  on 
the  transit  linen;  for  we  ascertain  a  surplus  only 
by  subtracting  from  the  production  the  aggregate 
consumption.  But  it  is  obvious  that  as,  even  in 
the  smallest  ter  ritorj^.  one  part  of  the  people  pro- 
duce for  the  CO  nsumption  of  anot^her  part — there 
must  be,  even  on  small  surfaces,!  continual  Tnore- 
vient  of  articles  which  enter  into  the  aggregate  of 
consumption.  For  example,  eve^-  county  town  of 
Indiana  or  Illinois  derives  its  fooi  from  farms,  of- 
ten at  a  great  fiistance.  A  large  part  of  that  food , 
therefore,  becomes  the  subject  of  locomotion  on 
rivers,  canals  ot  railways.    The  noTemeiit  of  arti- 
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cles  of  consumption,  in  the  States  where  t-aised, 
becomes  therefore  no  iBconsiderable  part  of  rail- 
way traffic.  When,  then,  we  assume  the  surplws 
production  of  a  State  as  the  great  element  of  its 
commerce,  we,  in  fact,  fall  much  short  of  what 
that  production  furnishes  to  that  commerce.  We 
assume  the  surplus,  however,  as  the  greatest  ele- 
medt,  and  make  it  a  standard  of  comparison,  in 
reference  to  ihe  freight  traffic.  The  following  table 
will  show  the  actual  production  of  the  states  of 
Ohio,  Indiana,  Illinois  and  Missouri ;  the  siirplus- 
ses,  after  deducting  the  consumption  of  the  inhab- 
itants ;  and  the  actual  surplusses  exported  from 
Cincinnati,  St.  Louis  and  intermediate  slaces.  The 
proportion  of  these  surplusses,  which  will  enter  in- 
to the  traffic  of  the  Ohio  and  Mississippi  railroad, 
I  shall  consider  in  the  estimates. 

6.      TABLE    OF    THE    PRINCIPAL     AGRICULTURAL     PRO- 
DUCTS OF  OHIOINDIANA,  ILLINOIS  AND  MISSOURI  FOR 

1851. 

Articles.  Ohio.         Indiana.        Illinois. 

Corn,  bush.  59,788,750  52,887,664  57,177,283 
Wheat,  bush.  30,000,000  8,200,0(X)  10.366,000 
Cattle,  No.  1,116,145  608,000  fe78,000 
Hogs,  No.  1,436,643  822,000         863,000 

Batter,  lbs.  34,180,458  12,748,186  12,606,554 
Cheese,  lbs.  21,360,178  686,986  1,283,758 
Tobacco,  lbs.  10,480,967        1,035,146  844,129 

Seeds,  bush.        186,598  35,083,       o    13,439 

Missouri.  Total 

Corn,  bush.         35,709.042  205,562.6.39 

Wheat,  bush.        3,233.000  61,799,000 

Cattle,  No.  546,000  2,948,146 

Hogs,  No.  722,000  3,884,643 

Butter,  lbs.  7,762,124  67,296,322 

Cheese,  lbs.  201,697  23,522,839 

Tobacco,  lbs.       7,038,364  29,398,626 

Seeds,  bush.  2,182  237,022 

Of  this  immense  grain  crop,  and  of  the  animals 
sustained  by  that  and  grass,  there  is  a  surplus,  in 
its  magnitude  enormous.  The  surplus  of  wheat 
can  be  exactly  ascertained  by  allowing  six  bushels 
to  each  individual  of  the  population  for  the  annual 
consumption.  Of  hogs  and  cattle  fitted  for  market, 
and  of  whisky  manufactured  from  com,  the  sur- 
plus is  very  nearly  known  from  the  annu^  ship)- 
ments.  When  these  have  all  been  determined, 
there  remains  a  very  large  surplus  of  corn  which 
would  go  to  market  if  there  were  facilities  of  tran- 
sportation. Determined  by  these  data,  the  sur- 
plusses are  as  follows,  viz :  • 

6.    TABLE  or  SURPLUSSES.  ' 

Com,  Wheat,  Cattle, 

bush.  bush.  No.  No 

Ohio,     20,000,000  18,000,000  100,000  600,000 

Ind'na,  15,000,000  2,200,000  70,000  300,000 

Illinois  20,000,000  4,666,000  80,000  360,000 

Misso'i  10,000,000          60,000  200,000 


Hogs. 


Total,  65,000,000  24,666,000     310,000  1,360,000 

Cheese,  Tobacco,  Seeds,          Buiter 

lbs.  hhds.  bush.              lbs, 

OWo,     12,000,000  6,000  180,000  5,000,000 

Indiana,     300,000  600  30,000  2,000,000 

Illinois,       400,000  400  12,000  2,000,000 

Missouri,         ....  9,000         2,000  1,000,000 


12,600,000     16,000      224,000    10,000,000 

The  above  surplusses  amount  to  more  than  tkree 
millions  of  tons  weight ;  an  a§^;regate  equal  to  dou- 
ble the  whole  tonnage  carried  on  all  the  railroads 
of  New  York,  the  central  railroads  ofPennsylyania, 
and  the  Baltimore  and  Ohio  railroad.  HowTnuch 
of  this  immense  surplus  production  is  likely  to  be 
carried  on  the  axial  line,  between  Cincinnati  and 
St.  Louis,  may  be  inferred,  in  some  degree,  from 
the  exports  of  those  cities. 
7.  Table  op  the  exports  op  the  leading  .*r-^icles 

op    domestic    produce    from   cincinnati,   st. 

louis,  and  intermediate  points. 

Flour,  bbls 1,210,000 

Beef.bbls 60,600 

Whiskey  do 336,724 

Salt  do 88,860 

SmaU  Gram,  bush 2,206,000 

Tobacco,  hhds ai,900 


Hogs,  slaughtered 826,000 

Corn,  bush 4,000,000 

Lead,  lbs 20,000,000 

Cheese,  lbs 6,000,000 

Butter,  bbls 15,000 

Candles,  lbs 6,000,000 

Cattle,  head 2,000 

The  above  articles  are  in  weight  above  500,000 
tons,  of  which  the  freight  will  be  divided  among 
the  various  modes  of  transportation  from  these  cit- 
ies. The  aggregate  may  serve  to  guide  in  forming 
a  general  idaa  of  the  freights  of  agricultural  pro- 
duce only,  from  these  cities,  and  two  or  three  in- 
termediate points,  on  the  line  of  this  railway.  We 
may  assume,  safely,  that  the  way  freight,  or  that 
which  moves  from  point  to  point  on  the  line,  will 
fully  be  equal  to  one  half  Of  this,  and  there  can  be 
scarcely  a  doubt  that  the  very  existence  of  a  new 
and  facile  mode  of  transportation,  from  points  here- 
tofore secluded  from  the  avenues  of  locomotion, 
will  add  another  half  to  the  general  aggregate. 
Thus,  we  shall  find,  at  the  various  commercial 
points  on  this  work,  a  million  of  tons  of  freight  from 
domestic  produce  alone ,  ready  to  be  transported  to 
either  the  exterior  or  intermediate  markets 

Domestic  produce,  however,  foims  but  one  part 
of  the  freight  traffic  of  a  railway,  although,  on  the 
fertile  plains  of  the  west,  the  greatest.  There  are 
two  other  classes  of  freight  of  great  magnitude. 
These  are  the  distribution  of  merchandise  and 
manufactures,  constituting  the  principal  elements 
of  supply  to  a  countrj'  where  agriculture  is  more 
than  sufficient  for  its  support. 

The  following  table  is  an  approximation  to  the 
amount  of  various  kinds  of  groceries,  merchandise 
and  manufactures  distributed  fVom  the  ports  of 
Cincinnati  and  St.  Louis, 

8.  TABLE.    DISTRIBUTION  OP  GROCERIES,  MERCHAN- 
DISE AND    MANUFACTURES. 

Coffee,  lbs 16,684,640 

Sugar,  hhds 40,360 

Molasses,  bbls 76,866 

Merchandise,  tons 44,635 

Manufactures,  do 25,009 

The  above  articles  in  these  cities  alone,  fumish 
about  110,000  tons,  of  which  a  much  larger  pro- 
portion will  pass  over  the  Ohio  and  Mississippi  R. 
R.,  than  of  domestic;  for  the  arrival  of  merchan- 
dise and  the  distribution  of  manufactures  are  more 
directly  east  and  west,  than  the  distribution  of  pro- 
duce, much  of  which  passes  to  the  south. 

We  have  now  arrived  at  general  data  in  relation 
to  the  tonnage  and  distribution  of  freight  on  the 
line  of  the  Cin.  and  St.  Louis  railway,  which  may 
serve  as  guides  in  a  general  estimate.  The  sur- 
plus productions  of  the  four  states  in  which  it  lies 
are  equal  to  Ifiree  millions  of  tons,  entirely  exclu- 
sive of  tlie  immense  freight  of  merchandise,  manu- 
factures, groceries  and  minerals.  It  is  farther  seen 
that  the  tonnage  of  distribution  at  Cincinnati,  St. 
Louis  and  intermediate  points,  is  equal  to  one  mil- 
lion one  hundred  and  ten  thousand  tons.  The  de- 
terminaticn  of  these  facts  rests  on  an  incontrover- 
tible basis :  the  statistics  of  the  United  States,  and 
of  the  cities  of  Cincinnati  and  St.  Louis,  obtained 
with  the  utmost  care  and  accuracy.*  If  there  are 
errors,  they  are  unquestionably  errors  of  diminu- 
tion and  not  of  excess. 

5.    TRIBUTARY  RAILWAY    LINES. 

By  this,  I  mean  those  lines,  however  important 
and  primary  they  may  be  in  themselves,  which  by 
their  position  and  connections,  must  bring  traffic 
to  this  line ;  all  lines  which  are  lateral  to  this,  or 
intersect  it,  from  either  side  are  of  this  description. 
So  also,  all  continuances  of  this  line  east  or  west, 
belong  in  relation  to  this  road  to  the  same  class. 
The  number  and  extent  of  these  will  be  far  beyond 
those  of  any  other  railway  in  America.  The  rea- 
son of  this  is  obvious,  from  the  considerations  ad- 
vanced under  the  head  of"  Gteograpical  Position." 
This  is  an  Axial  line,  on  and  around  which  near- 


ly the  whole  railway  system  of  the  Central  West 
must  radiate.  ,.^  .     .-,    • 

(To  bacootiouad.) 


Railroads  In  France. 


*The  Annual  Review  of  Trade  and  Commerce, 
in  Cincinnati,  prepared  by  Richard  Smith,  super- 
intendent of  the  Merchants'  Exchange,  is  th«moflt 
accurate  commercial  document  X  know  of 


The  Moniteur  has  just  published  in  tabular  form 
an  interesting  document  in  support  of  the  favorite 
theme  of  the  governmental  papers,  viz :  the  im- 
mense impulse  given  to  the  prosperity  of  France 
since,  and  in  consequence  of,  the  recent  political 
changes  which  have  taken  place  here.  This  doc- 
ument is  the  comparative  expositions  of  the  gross 
incomes  of  the  French  railways,  quarter  by  quar- 
ter, for  the  years  1851  and  1852.  We  have  condens- 
ed below  all  that  would  be  interesting  to  the 
American  reader,  converting  the  fVaucs  and  kilo- 
metres into  dollars  and  miles.  We  shall  have  in 
about  two  months  statements  of  the  net  profits  of 
these  roads.  One  franc  is  equal  to  18  cents  7  mills. 
Oae  kilometre  is  equivalent  to  1,093,633  English 
yards ;  and  ffve  kilometres  is  only  185  yards  more 
than  three  English  miles. 

I    No.  miles.  Receipts 

Names  of  Railroads               worked  for  1862. 

North,  ParisandBologne,&c.  441        $5,597,635 

Auzon  and  Somain 11^^  36,245 

East,  Paris  and  Strausbourg.  3103^  3,070,191 

Mulhouse  and  Thann 13  34,486 

Strausbourg  and  Basle 87>^  604,682 

Paris  and  Lyons 237 >4  3,363,663 

Monterean  and  Troyes 62  263,609 

Saint  Etienne  and  Lyons 41  947,468 

Saint  Etienne  and  Andrezieux  11^  86,316 

Andrezieux  and  Roanne 42^  184,864 

Avignon  and  Marseilles 74)|  811,038 

Railways  of  Gard ^7^1 

Montpelier  and  Nimes 33     V  729,248 

Montpelier  and  Cette 18)^} 

Bordeaux  and  Teste 33  60,400 

West,  Paris  and  and  Chartres  61>^  538,451 

Paris  and  Versailles,  left  bank  10^  153,754 

ParisandVersaiUes,  right  b'k  1432  320,803 

Paris  and  Rouen 87  1,819,064 

Rouen  and  Havre 67)^  730,793 

Dieppe  et  Fecamp 31%  169,215 

Paris  and  Orleans  and  Corbeil      82)^  ~J 

Centre  Railroad 151}^  (  e  nm  hat 

Orleans  and  Bordeaux 157%  f  ^^''^' 

Tours  and  Nantes 121%  J 

Paris  and  St.  Germain 16>^  280,348 

Paris  and  Scean 6}<^  58,026 


Totals . .     2,303  $,24,735,938 

Total  receipts  for  1851 20,002,912 


Excess  in  favor  of  1852 $4,733,066 

This  excess  of  nearly  five  millions  of  dollars  in 
the  recepta  of  the  year  1852  over  those  of  1861  is 
to  be  attributed  mostly  to  the  completion  or  exten- 
sion, during  the  year  that  has  just  closed,  of  sev- 
eral of  the  most  important  lines  of  railways  radia- 
ting from  the  capital  to  the  frontiers.  The  eastera 
railway  from  Paris  has  been  opened  to  Strasbourg, 
on  the  Rhine,  and  the  several  sections  completed 
on  the  Western  railroad  and  on  those  destined  to 
connect  Bordeaux,  Marseilles  and  Lyons  with  Pa- 
ris. The  number  of  additional  miles  of  railway 
opened  to  travel  and  traffic  during  the  year  1852, 
throughout  the  whole  empire,  was  349  miles. — 
But  something,  too,  must  doubtless  be  put  down 
to  the  account  of  the  greater  commercial  activity 
and  increased  prosperity  of  the  eountry  caused  by 
the  establishment  of  a  strong  government,  assuring 
order  and  giving  confidence  in  the  future.  It  was 
impossible  for  commerce  and  manufactures,  or  any 
industrial  pursuits  that  required  exposure  of  cap- 
ital for  longer  or  shorter  terms,  to  thrive  when  the 
danger  of  political  revolution,  and  perhaps  of  social 
disaster,  was  ever  imminent.  The  four  railways 
of  which  the  receipts  per  mile  were  largest  during 
the  year  1852  were  those  connecting  St.  Entienne 
and  Lyons,  Paris  and  Versailles,  (right  back  of  the 
Seine,)  Paris  and  Rouen,  and  Paris  and  St.  Ger- 
main. The  same  order  was  observed  in  1861, — 
though  the  profits  of  all  the  railways  in  France 
have  increased.  The  four  yielding  the  last  income 
per  mile  ar«  the  Bordeaux  and  Teste  rail\f  ay,  Mul- 
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house  and  Thann,  Auzon  and  Somain,  and  Mont€- 
reau  and  Troyes.  The  grand  average  receipts  per 
mile  for  all  the  railways  in  1862  were  $10,787. 


Albanjr  and  Baffialo  Central  liiae   of   Rati, 
road.— Time  Table. 

The  following  is  tiie  spring  arrangement  for  the 
running  of  the  Trains,  to  commence  on  Monday, 
AprU  11th,  1853 ; 

GOING  WEST. 

First  Express. — Albany,  6  30  A.  M. ;  Schenec- 
tady, 7  05  ;  Utica,  9  55  ;  Syracuse,  12  M.,  leave 
14  20  P.  M. ;  Rochester,  4  P.  M. ;  Buffalo,  6  30 
P.M. 

Second  Express. — Albany,  7  30  A.  M.  ;  Sche- 
nectady, 8  06  ;  Utica,  10  56 ;  Syracuse,  12  50  P. 
M.,  leave  1  20;  Rochester,  5 ;  Buffalo,  7  30. 

Afoil— Albany,  9  A.  M.  ;  Schenectady,  9  40  ; 
Utica,  1  P.  M.,  leave  1  30;  Syracuse,  3  45,  leave 
3  55  ;  Rochester,  8  30 ;  Bufl&lo,  12  midnight. 

Third  Express.— MhaMj ,  10  30  A.  M.  ;  Schenec- 
tady, 11 ;  Utica,  1  20  P.  M.,  leave  1  50;  Syracuse, 
3  24  ;  Rochester,  6  29  ;  Buffklo,  8  30. 

Emigrant. — Albany,  12  M.  ;  Schenectady,  1  16 
P.  M. ;  Utica,  6  05  ;  Syracuse,  10  P.  M.,  leave  11 ; 
Rochester,  7  A.  M.  ;  Buffalo,  12  M. 

Express  Freight.— AXhajay ,  1  30  P.  M. ;  Sche- 
nectady, 2  51 ;  Utica,  9  03 ;  Syracuse,  1  16  A.  M. ; 
Rochester,  9  33 ;  Buffalo,  3  P.  M. 

Accammodation  to  Syracuse. — Albany,  4  P.  M.  ; 
Schenectady,  4  40  ;  Utica,  8 ;  Syracuse,  10  30. 

Through  Freight. — Albany,  6  P.  M. ;  Schenec- 
tady, 6  20  ;  Utica,  12  40  A.  M.  ;  Syracuse,  leave 

9  A.  M. ;  Rochester,  arrive  5  30  P.  M. ;  Buffalo. 

3  A.  M. 

Fourth  Express. — Albany,  6  30  P.  M. ;  Schenec- 
tady, 7  16  ;  Utica,  10  46  ;  Syracuse,  1  13  A.  M.  ; 
Rochester,  6  A.  M. ;  leave  6  30 ;  Buffalo,  9  20  ; 

Fifth  Express.— Alh&xxy ,  11  P.  M. ;  Schenec- 
tady, 11  37  ;  Utica,  2  20  A.  M.  ;  Syracuse,  4  20; 
Rochester,  804  ;  Buffalo,  10  30  A.  M. 

Accomvwdation  from  Utica. — Utica,  6  15  A.  M.  ; 
Syracuse,  8  30 ;  Rochester,  1  30  P.  M.,  leave  2  ; 
Buffalo,  5  P.  M. 

GOING  EAST.I 
First  Express.— UnSaXo,  5  30  A.  M. ;  Rochester, 

7  45,  leave  8  15  ;  Syracuse,  11  30,  leave  11  40  ; 
Utica,  1   26  ;  SchenecUdy,  3  55  P.  M.  ;  Albany 

4  30  P.  M.    ' 

Second  Express. — Buffalo,  8  A.  M. ;  Rochester, 

10  27  ;  Syracuse,  2  11  P.  M.,  leave  2  46  ;  Utica, 
4  80  ;  Schenectady,  7  ;  Albany,  7  35  P.  M. 

AfciZ.— Buffalo,  10  A.  M. ;  Rochester,  1  P.  M., 
leave  1  30 ;  Syracuse,  6  16  ;  Utica,  8  26  ;  Sche- 
nectady, 11  25 ;  Albany,  12  midnight. 

Emigrant  TVam.— Buffalo,  12  M. ;  Rochester, 
arrive  5  45  P.  M.  ;  Syracuse,  3  15  A.  M.  ;  Utica, 

8  15  ;  Schenectady,  1  45  P.  M.  ;   Albany,  3  P.  M. 
Third  £;.r^re5s.Buffalo,  5  P.  M.  ;  Rochester,  7  33 

P.  M.,  leave  8  15  ;  Syracuse,  12  09  A.  M.  ;  Utica, 
209;  Schenectady,  5  04  ;  Albany,  5  40  A.  M. 

Through  Fm^A<.— Buffalo,  6  30  P.  M.;  Roches- 
ter, 11  20  ;  Syracuse,  8  16  A.  M. ;  Utica,  12  51  P. 
M.  ;  Schenectady,  7  33  ;  Albany,  9  P.  M. 

Fourth  Express. — Buffalo,  11  P.  M. ;  Rochester 

1  20  A.  M.  ;  Syracuse,  4  54  ;  Utica,  6  44  ;  Sche- 
nectady, 9  24  ;  Albany,  10  A.  M. 

Accommodation  from  Syracuse. — Syracuse  8  A 
M. ;  Utica,  10  30:  Schenectady,  2  P.  M. ;  Albany 

2  36  P.M.  / 


Inportant  Railroad  Deeitloa. 

In  the  February  term  of  the  Fayette  county, 
Ky.,  circuit  court.  Judge  Qoodloe  presiding,  the 
constitutionality  of  the  subscription  of  stock  by 
Fayette  and  Jessamine  counties,  in  the  Lexington 
and  Danville  railroad,  and  the  tax  levied  to  pay 
the  subscription,  was  contested,  as  well  as  the 
legality  of  the  organization  of  the  company,  and 
of  the  resolution  of  the  board  of  directors,  by  a 
vote  of  the  majority  of  the  stockholders,  to  extend 
the  road  to  McMinnville,  Tenn. ;  and  also  the 
regularity  of  the  assessment  of  the  damages  for  the 
right  of  way  through  Pettit's  (the  defendant's) 
land.      The  learned  Judge,  in  an  oral  opinion  of 


some  length,  decided  in  favor  of  the  railroad  com- 
pany, upon  adl  the  questions  presented. 

Albaajr  and  Savattaalt  Railroad. 

F.  P.  Holcorab,  Esq.,  chief  engineer  of  the  Sa- 
vannah and  Albany  railroad  company,  visited  Al- 
bany in  the  early  part  of  the  present  week ;  and 
from  that  gentleman  we  learn  the  following  parti- 
culars of  the  survey. 

A  line  was  completed  from  Savannah  to  two 
different  crossings  on  the  Altaraaha,  some  two 
weeks  since.  The  distance  is  50  miles — seven 
miles  less  than  appears  by  Bonner's  map  of  Georgia. 
One  of  these  crossings  is  in  the  upper  part  of  Mc 
Intosh,  and  the  other  above,  in  Liberty  county. 
Another  favorable  crossing  may  be  obtained  in 
Tattnall  county,  near  the  mouth  of  the  Ohoopee 
river.  The  two  hues  have  been  connected  on  the 
west  of  the  Altamaha.  and  the  survey  has  proceed- 
ed about  45  miles  in  the  direction  of  Albany.  The 
whole  route  is,  so  far,  very  favorable ;  no  cut  or 
fill,  except  near  the  Altamaha  crossing,  exceeding 
ten  feet.  The  extreme  grade  is  30  feet  to  the  mile, 
and  even  this  is  seldom  necessary.  The  country 
is  very  level,  and  the  line  almost  without  curves. 

The  distance  from  Albany  to  Savannah  by  this 
roads,  will  be,  Mr.  Holcomb  thinks,  not  much,  if 
any,  over  180  miles. — Albany  Patriot. 


Roclieatar  Scale  and  Safe  Blannfaetorjr. 

This  branch  of  mechanical  industry  is  gaining 
steadily  in  extent  of  business  and  the  number  of 
persons  employed  and  benefitted  by  it.  The  ex- 
tensive Scale  Works  of  Messrs.  Duryee  &  Forsyth 
are  hives  of  industrious  mechanics,  eacli  of  the 
four  or  five  compartments  presenting  an  array  of 
bu.sy  workmen  in  the  midst  of  the  crude,  half-fin- 
ished, nearly  completed  and  perfect  articles  which 
are  turned  out  of  this  establishment.  About  one 
hundred  men  are  now  engaged  in  tlie  manufacture 
of  scales,  safes,  trucks,  etc.,  thirty  of  whom  are  in 
the  safe  department,  under  the  direction  of  Mr.  H. 
W.  Covert,  whose  "  Fire  King's"  have  a  sure  rejiu- 
tation  throughout  the  country,  established  by  re- 
peated fiery  trials.  Our  attention  was  directed  to 
a  large  safe  weighing  three  tons,  finished  in  tlie 
highest  style,  for  the  firm  of  Huson  and  Holmes,  of 
Cincinnati,  (the  latter  member  of  the  firm  one  of 
our  schoolboy  friends.)  Others  of  the  same  size 
are  ordered,  and  one  is  in  use  by  the  Union  Trans- 
portation company,  in  the  office  of  Davis  and  Sut- 
ton, Buffalo.  Some  three  hundred  and  fifty  safes, 
large  and  small,  are  manufactured  annually. 

Of  the  scales  manufactured  by  Messrs.  D.  &  F., 
but  little  need  be  said,  so  well  is  their  character 
known  throughout  this  country,  and  even  abroad. 
A  shipment  was  recently  made  to  Messrs.  Dodge 
and  Brewster,  in  London,  where  they  will  undoubt- 
edly be  appreciated. — The  largest,  and  we  believe 
the  best  scale  ever  maimfactured  in  this  country, 
and  now  used  in  the  Weigh-Lock  in  this  City,  was 
made  by  this  company.  They  turn  out  articles  of 
this  kind,  and  the  small  balances  for  household 
use,  with  equal  facility.  Railroad  tracks  are  fur- 
nished with  them,  and  warehouses  and  stores  must 
of  course  have  them.  Some  four  hundred  tons  of 
iron  are  used  yearly,  besides  a  large  amount  of 
steel,  brass,  lumber,  paints,  etc.,  and  a  business 
amounting  to  S125,O0O  per  annum,  requires  some 
flfleen  travelling  and  local  agents  in  its  ramifica- 
tions. 

We  have  perhaps  said  all  that  is  essential  to  our 
purpose  of  calling  attention  to  the  operatioas  of 
this  enterprising  firm,  and  we  will  leave  it  to  the 
Indiana  State  Board  of  Agriculture  to  speak  of  the 
award  which  they  deserve  from  the  public  whom 
they  serve  and  benefit.  In  the  report  of  the  pro- 
ceedings of  the  board  on  the  8th  of  January  last, 
oublished  in  the  Indiana  Farmer,  Nye  find  the  fol- 
lowing: ,        ' 

Resolved,  That  the  secretary  be  instmcied  to 
forward  to  Messrs.  Duryee  and  Forsyth,  of  Roch- 
ester, New  York,  a  cup,  as  a  substitute  for  the 
cash  premium  to  which  they  are  entitled  for  supe- 
rior cattle  scales,  bank  safe,  and  depot  scales,  ex- 
hibited at  the  recent  state  fair. 

Mr.  Dennis  submitted  the  followiog  resolution. 


Resolved,  That  the  premium  of  flO 
scales,  be  awarded   to    Duryee   and 


on  cattle 
Forsyth  of 
Rochestar,  for  the  I  scales  put  up  by  them  at  the 
State  Fair ;  which  was  referred  with  lall  matters  to 
the  Executive  committee,  to  which  qommltte,  Mr. 
Dennis  was  on  mol  ion  added. 

Mr.  Dennis,  from  the  committee  JTor  that  ptir- 
pose,  made  the  fol  lowing  report :      j 

Recommend  premium  of  §10  to  I^ryee  &  For- 
syth, for  bestcattl?  and  hay  scales.  ; 

Recommend  sih  er  cup  to  Duryee  land  Forsyth, 
instead  of  S15  new  in  the  treasury. — Rochester 
Democrat. 


Tbe  Railway  frpm  Vincennes  to   PadncaK. 

The  lateral  extekision  of  the  Mi.ssispippi  and  Ohio 
railroad,  from  Vintennes  to  the  Ohti  river,  oppo- 
site Paducah,  by  tJie  construction  of  Ihe  road  char- 
tered at  the  late  sei  «ion  of  the  Legislature  of  Illinois 
called  the  Waba-sh  and  Ohio  railroad!,  must  surely 
commend  itself  to  our  business  meh  and  capital- 
ists, i 

The  distance  fro  m  Cincinnati  to'Vincennes  bj' 
the  present  railwa'  location  is  190iiiiles,  and  from 
that  place  to  Padu  cab,  allowing  for  (he  deviations 
to  secure  the  most  advantageous  ground  for  it* 
construction,  will  not  exceed  125  miles.  This  con- 
nection made,  wil  place  Cincinnati, by  railway  in 
direct  connection  '  vith  the  Ohio,  belo^v  all  obstruct- 
ions from  sand  bat  s  in  low  water,  and  ice  in  winter, 
and  the  intervenirg  distance  will  tjien  be  easily 
travelled  in  the  sunlight  of  the  .sai^e  day.  The 
distance,  it  will  be  perceived,  will  i  only  be  315 
miles,  which  can  I  c  made  in  ten  h<)urs,  thus  af- 
fording a  safe  and  exceedingly  expi^ditious  route 
for  travellers  ;  an^  when  it  is  completed,  passen- 
gers leaving  Pad  11  cab  by  the  way  of  Vincennes 
and  Cincinnati,  wi  I  be  able  to  reach  New  York  in 
the  time  usually  t  iken  by  steamboats  from  Padu- 
cah to  Louisville.  The  floating  palaces,  New  Or- 
leans packets,  heanly  freighted  as  they  usually 
are  on  their  ascen<  ling  trips,  are  geflerally  five  or 
six  days  from  Nev  Orleans  to  Paddcah,  and  not- 
withstanding the  f  uperb  comforts  or  their  accom- 
modations, passen  jers  become  wearj  of  the  mon- 
otonous confineme  nt  of  a  steamboat^  When  they 
reach  Paducah,  a  day  light  trip  ob  the  railway, 
through  the  beaulifid  region  of  Il$noi8,  Indiana 
and  Ohio  would  b'  not  only  abeauUful  transition, 
but  a  plea-surc  aiK  recreation,  and-toust  induce  a 
large  amount  of  frivol,  on  this  pleasant  and  expe- 
ditious mode  of  trmsportation. 

This  extension  of  our  railroad  faidilities  will  af- 
ford a  safe  outlet  o  the  rich  products  of  the  Wa- 
bash and  the  inteivening  region,  anfl  concentrate 
them  here,  which  now  go  south,  and  give  Cincin- 
nati a  most  desira  Ac  direct  connection  with  the 
Tennesee  river.  The  speedy  completion  of  the 
Ohio  railroad  will  also  place  Cincinnati  in  contiec- 
tion  with  the  Gulf  of  Mexico,  and  open  up  for  her 
manufacturing  int  ;rest,  a  market  through  the  in- 
terior counties  of  Tennessee,  Alabama  and  Missis- 
sippi. The  road  fr>m  Paducah  to  Vincennes,  while 
ijich  mineral  regiqn  of  Illinois, 
coal  and  lead,    will    open  a 


it  traverses  the 
abounding  in  iron, 


cheap  and  safe  roi  te  for  the  shipnient  of  cotton 
and  tobacco,  from  the  Cumberland  and  Tennessee 
rivers. 


Great   Western 
from  the  Cbathaii 


accordance  with  ap  order  of  the  lei 
bly,  the  secretary 


Cl 

Railroad    Comf 
(Canada)  Adt 


if. — We  learn 
rtiser,  that,  in 
slative  assem- 


of  the  Great  Western  Railroad 
company  has  ma(le  the  following  return : 

Total  shares,  2),719.  o^  those,  four  corpora- 
tions hold  5,000;  the  directors,  394,  and  private 
indiriduals,  24,32« .  Amount  paid  i^p  by  the  first, 
£93,750;  by  theasoond,  £7,506  ;  artd  itidividuals, 
£435.870.  Total  paid,  £537,126;  and  amount  up- 
paid,  £205,048. 

The  directors  a:  e  :  Robert  Williaia  Harris,  pre- 
sident ;  Sir  Allen  '  ^"apier  McNab,  ch^iirman  ;  John 
Young,  Erastus  Cdrning,  R.  Juson,  Geo.  S.  Tiflfkny, 
Wm.  P.  McLaren,  J.  W.  Brooks,  John  Masterman, 
jr.,  Henry  McKinsfcry,  John  M.  Forbes. 

Officers  of  the  bompany,  with  tl)fir  saUries  :— 

t    -      .  , 
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J.  T.  Clark,  chief  engineer,  £1,000  ;|J.  D^Gildison, 
secreUry,  £400 ;  W.  S.  Benton,  auditor,  £750 ;  Q. 
McKendrick,  accountant,  £300;  D.  C.  Gunn, 
general  agent,  £360;  C.  A.Clark,  clerk,  £150; 
Jacob  Bishop,  messenger,  £96. 


American   Railroad  Journal. 


Saturday,  April  16,  1853. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
JPRINTINO,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  resppctfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
Time-tables,  Circulars,  Tickets,  <!(-c.,  »^c. 

J.  H.  SCHULTZ  &  CO. 

ycv-    York  April  9,   1853. 


Railroad  from  Cl*ica§;o  to  Council  Bluff. 

The  rapid  prominence  which  Chicago  is  assum- 
ing among  the  cities  of  the  west,  points  it  out  as 
an  appropriate  starting  point  for  one  of  the  great 
lines  of  railroad  to  the  Pacific.  There  can  be  no 
doubt  that  private  enterprise  will  be  able  to  con- 
struct one,  or  more,  roads  from  that  city  to  the 
base  of  the  Rocky  mountains.  For  this  distance 
the  face  of  the  country  offers  no  obstacles  of  any 
moment,  while  its  fertility  is  creating  settlement 
at  a  rate  that  promises  to  fill  up  the  intermediat'; 
country  in  a  very  few  years.  There  are  already 
several  projects  on  foot  for  the  construction  of  a 
railroad  from  Chicago  to  Council  Blufl"  on  the 
Missouri,  which  is  looked  upon  as  the  first  resting 
place  after  leaving  Lake  Michigan.  One  of  these 
lines  is  to  be  made  up  of  the  Mississippi  and  Rock 
River  Junction,  and  the  Lyons  Central  Iowa  com- 
panies, both  of  which  are  actively  engaged  in  mak- 
ing the  necessary  surveys ;  and  one,  if  not  both, 
are  already  under  contract.  The  point  of  cross- 
ing the  Mississippi  river  by  these  lines  is  at  Ful- 
ton, and  together,  this  makes  a  very  nearly  straight 
line  between  their  termini.  It  is  the  intention  of 
parties  connected  with  these  roads  to  push  them 
forward  wi.h  the  utmost  vigor,  to  their  completion 
to  Council  Bluff  is  nearly  opposite  the  mouth  of 
the  Platte  river,  which  is  the  leading  line  now  fol- 
lowed by  the  emigration  to  Oregon  and  Califor- 
nia, and  there  can  be  no  doubt  that  a  road  from 
Chicago  to  this  point  would  at  once  command  the 
immense  tide  of  population  moving  west.  Nearly 
one  half  of  that  portion  of  the  state  of  Iowa  tra- 
versed by  this  road  is  already  well  settled,  and  the 
■whole  is  filling  up  with  a  rapidity  that  promises  an 
abundant  traffic  to  railroads  as  soon  as  one  can  be 
constructed.  We  wish  these  enterprises  that  pro- 
mise to  promote  the  public  advantage,  as  well  as 
secure  private  eaterprise,  the  best  success. 

Aiuerlcan  Ralliv^ay  Agency. 

We  invite  the  attention  of  the  Railway  public 
to  Mr.  0.  A.  Norris's  advertisement  of  an  agency 
established  by  him  in  Philadelphia,  for  the  pur- 
pose of  supplying  railroad  companies  with  all  the 
articles  used  m  the  equipment  of  railroads.  Mr. 
Norris  was  formerly  connected  with  the  well-known 
firm  of  Norrris  Brothers,  Locomotive  builders,  in 


Philadelphia,  and  has  an  experience  which  peculi- 
arly fits  him  to  meet  the  wants  of  companies,  and 
to  make  their  purchases  in  a  much  more  favorable 
manner  than  they  can  make  them  themselves. — 
The  advantages  of  employing  a  person  of  capacity 
and  experience  in  such  matters  will  be  readily  ap- 
preciated. 

Sanlt  8te  Marie  Canal. 

The  greatest  of  our  inland  seas  are  soon  to  be 
united  with  the  great  plain  occupied  by  Lakes 
Huron,  Michigan  and  Erie,  by  a  canal  of  the  larg- 
est dimensions.  The  contractors  are — Erastus 
Corning,  of  Albany ;  Messrs  Fairbanks,  of  Vermont : 
R.  B.  Forbes,  of  Boston ;  George  Griswold,  A. 
Belmont,  H,  D  wight,  Jr.,  and  others,  of  New  York ; 
J.  F.  Seymour,  ofUtica;  and  T.  Dyer,  of  Chicago, 
and  associates,  who  agree  to  complete  the  canal 
in  two  years,  and  receive  in  pay  the  lands  granted 
by  Congress  for  this  purpose,which  amount  to  760,- 
000  acres. 

The  canal  will  be  about  one  mile  in  length.  It 
is  to  be  100  feet  wide,  with  12  feet  depth  of  water. 
The  Locks  will  be  360  by  70  feet  wide.  The 
walls  will  be  25  feet  high,  and  will  be  18  feet  thick 
at  their  base,  gradually  tapering  to  7  feet  at  the 
top,  with  heavy  abutments  in  the-rear  their  entire 
lengtli.  The  present  lift  of  locks  required  to  over- 
come the  hight  of  the  Falls  is  18  feet,  but  they  are 
constructed  to  allow  of  25  feet  lift,  should  the  pe- 
riodical rise  of  water  in  the  Lakes  require  as  much. 

The  lock  gates  are  to  be  built  on  the  plan  of 
those  used  at  the  Brooklyn  Dry  Dock,  a  work  cost- 
ing the  general  Government  a  sum  of  S2,000,000 ; 
those  at  Brooklyn  beinc  higher,  but  not  so  wide 
as  these.  They  will  be  of  oak,  heavily  ironed. — 
Each  single  gate  will  be  some  42  feet  wide  and  26 
feet  high,  and  by  using  friction  rollers  beneath 
them,  it  is  expected  that  these  ponderous  affairs 
will  be  opened  or  closed  with  ease  by  means  of  a 
capstan  on  the  walls  and  connecting  chains. 

Patent  valve  gates  have  been  adopted,  which 
are  being  introduced  on  the  enlarged  Erie  canal, 
in  place  of  the  old  style,  by  means  of  which  it  is 
believed  the  locks  at  Ste.  Mary's,  large  as  they 
are,  can  be  filled  or  emptied  in  from  four  to  five 
minutes. 

The  sides  of  the  canal  are  to  bewailed  with  stone 
from  bottom  to  top,  of  tow-path  its  entire  length. 
At  the  upper  end  a  pier  is  to  be  extended  from  the 
mouth  of  the  canal  some  900  feet  into  deep  water, 
above  the  Falls,  on  the  north  side  of  which  a  chan- 
nel somewhat  larger  than  the  canal  is  to  be  dug, 
thus  requiring  a  large  amount  of  under  water  ex- 
cavrting,  by  means  of  coffer  dams,  &c.  Caisson 
gates  are  also  to  be  provided,  by  means  of  which 
the  water  can  be  shut  out  of  the  canal  in  winter, 
or  in  case  of  accident  to  gates,  &c. 


market,  to  be  an  excellent  security,  and  valuable 
from  their  convertibility  into  stoek.  The  affairs  of 
the  company  are  in  good  hands,  and  we  believe  the 
bonds  now  offered  will  prove  an  excellent  and  safe 
investment. 


Pern  and  Indianapolis  Railroad. 

We  gave  last  we»k  the  recent  exhibit  of  this 
company,  showing  the  object  of  the  road,  its  con- 
dition, business  prospects,  etc.,  etc.  We  believe 
the  line  to  be  a  strong  one  both  in  through  and 
local  traffic.  We  think  it  will  become,  in  connec- 
tion with  the  Wabash  canal,  the  channel  of  busi- 
ness communication  between  an  important  portion 
of  Central  Indiana  and  New  York.  It  traverses 
one  of  the  best  portions  of  the  state,  and  is  en- 
tirely removed  from  the  competition  of  other  roads 
for  its  local  traffic.  The  road  will  be  built  at  low 
cost,  and  we  believe  its  bonds  now  olPsred  in  the 


Scioto  and  Hocklngr  Talley  Railroad. 

This  work  is  intended  to  connect  Portsmouth, 
Scioto  county,  (says  the  Railroad  Record,)  with 
Newark,  Licking  coimty,  a  distance  of  126  miles. 
By  this  connection  a  complete  line  through  the 
state,  north  and  south,  will  be  formed  from  Ports- 
mouth to  Sandusky.  There  aro  two  considerations 
which  will  make  this  a  profitable  enterprise.  It 
will  connect  Portsmouth  icith  every  large  town  in 
the  west,  and  with  all  the  cities  of  the  east,  and  all 
the  ports  of  the  lakes.  Thus,  beginning  at  the  east , 
by  the  Hillsborough  road  it  connects  with  Balti- 
more ;  by  the  Marietta  road  with  Philadelphia ; 
by  the  Steubenville  road,  with  Pittsburgh ;  by 
the  Cleveland  road,  with  Cleveland  ;  by  the  Zanes- 
ville  road,  with  Columbus ;  by  the  Mansfield  road, 
with  Sandusky  and  Toledo;  by  the  Cincinnati 
and  Marietta  line,  with  Cincinnati  and  St.  Louis ; 
and  by  the  Maysville  and  Big  Sandy  railroad, 
south,  with  Maysville  and  Lexington,  Ky.  There 
is,  in  fact,  no  road,  which  crosses  so  many  other 
important  lines. 

The  second  consideration  is,  that  it  passes 
through  the  very  heart  of  the  mineral  region  of 
Ohio.  Heretofore  this  section  has  not  been  devel- 
oped, and  nothing  but  ready  means  of  carrying  off 
its  products  can  develope  it. 

The  following  elements  of  this  work  have  been 
derived  from  recent  inquiries : 

Length 125  miles. 

Finished,  about 20      " 

Gauge 5  feet  4  inches. 

Weight  of  rail 60  lbs  to  yard. 

Business iron  and  coal. 

Cost  of  construction  (estimate) $2,500,000 

Cost  per  mile,  about $20,000 

The  following  are  the  distances  from  point  to 
point  on  the  line  : 

To  places.     Whole. 

Scrotoville 6  miles.    6  miles. 

Bloomfleld 12    "        18     " 

Oakhill,  Jackson  Co 18    "        21    " 

Jackson  C.H 18    "        44    " 

Berlin 6    "        60    " 

McArthur,  Vinton  Co 12    "        62    " 

Logan,  Hocking  Co 12    "        84    " 

Somerset,  Perry  Co 22    "      106    " 

Newark,  Licking  Co 10    "       125     " 

It  will  be  seen  that  this  road  runs  through  six 
counties,  and  penetrates  the  very  centre  of  the  iron 
and  coal  deposits. 

The  iron  rail  is  expected  to  be  laid  as  far  as 
Jackson,  by  the  first  of  June  proximo. 


The  La^nr  of  Railroads. 

In  the  course  of  an  opinion  recently  delivered 
by  Judge  Warren,  of  the  Cincinnati  Probate  Court, 
in  a  railroad  case,  he  said  : 

In  England  all  persons  have  free  liberty  to  use 
the  railway  with  carriages  properly  constructed, 
upon  payment  of  the  rates  and  tolls  demanded  by 
the  company,  and  subject  to  the  rules  and  regula- 
tions which  they  shall  from  time  to  time  make  un- 
der their  act.  The  effect  of  such  an  enactment  is 
to  constitute  the  railway,  in  a  point  of  law,  a  high- 
way on  which  all  the  world  may  have  a  right  to 
carry  passengers.  In  this  country  no  such  right 
has  generally  been  recognized ;  it  would  be  im- 
practicable if  it  were.  The  mode  of  transporta- 
tion, and  the  transportation  itself,  must  then  be 
under  the  entire  control  of  the  company. 
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ClnelaaaU  and  Fort  l^ajrne  Railway. 

The  directors  of  this  and  the  Four  Mile  Valley 
company  met  at  Fair  Haven,  in  Preble  county,  on 
Friday  last,  and  united  their  two  companies  by 
articles  of  consolidation,  binding  them  together  for 
all  future  time.  The  annual  election  for  directors 
of  the  Four  Mile  Valley  road  was  held  at  the  same 
time  and  place,  which  resulted  in  the  following 
choice : 

Peter  P.  Bailey,  of  Fort  Wayne,  Ind. 

Wm.  Young,  of  Richmond,  Ind. 

J.  Larsh,  of  Fair  Haven,  Preble  county,  Ohio. 

James  Elliott,  of  Fair  Haven,  Preble  county, 
Ohio. 

Wm.  Huston,  of  Rossville,  Butler  county,  Ohio. 

Sam.  Snively,  of  Rossville,  Butler  county,  Ohio. 

Edgar  Conkling,  of  Cincinnati,  Ohio. 

The  new  board  organized  by  electing  Peter  P. 
Bailey,  president,  which  makes  him  chief  oflBcer 
of  the  line  through  from  Cincinnati  to  Fort  Wayne, 
he  being  already  president  of  the  other  company. 
There  were  a  large  number  of  persons  in  attend- 
ance at  the  meeting  for  the  election  of  directors, 
who  were  addressed  by  Messrs.  Young,  of  Rich 
raond,  Moore,  of  Rossville,  and  Bailey,  of  Fort 
Wayne.  The  greatest  enthusiasm  prevailed.  The 
subscription  list  is  increasing  rapidly,  and  prepara- 
tions are  making  to  put  the  road  under  contract 
the  whole  length  in  a  few  weeks.  The  directors 
intend  making  a  first  class  road,  the  very  best  in 
the  country,  and  will  quite  likely  use  the  com- 
pound rail. 


The  foregoing  is  the  corrected  statement,  exclu- 
ding the  sums  received  for  other  companies. 
Receipts  in  the  first  quarter  of  1868. . .  S96,183  72 

"  1862...    87,763  34 


Increase $58,370  38 

This  road  is  now  opened  to  its  western  terminus 
at  Crestline. 

The  San  Pranciaco  Prices  Current  and  Skipping 
List  publishes  the  following  comparative  statement 
of  shipments  of  gold  dust  from  San  Francisco  for 
1861  and  1852 : 

1852.        Incse  1862. 
S-2,916,870  00    $103,921  00 


1851. 
Jan.. $2,805,848  00 
Feb..  2,278,928  00 
Mar..  2,054.998  20 
April.  1,187,642  85 
May.  1,997,261  75 
June.  2,516,283  92 
July.  8,053,285  26 
Aug .  3,185,492  41 
Sept.  3,535,256  00 
Oct..  3,955,969  73 
Nov  .  4,484,582  00 
Dec.   3,433.086  00 


Stock  and  Bloiiejr  Marlcet* 

Our  notice  of  the  financial  condition  of  Wall  St., 
will  difier  but  little  from  that  given  the  two  pre-r 
ceding  weeks.  Money  continues  in  active  request 
without  any  excessive  stringency.  The  regular 
trade  is  well  supplied,  and  a  good  demand  contin 
ues  for  sound  securities  of  all  kinds.  The  fancies 
are  still  dull,  with  but  little  doing  in  them.  New 
projects  that  are  strong  both  in  means  and  in  line, 
are  well  received.  The  market  is  bare  of  those  in 
demand  on  foreign  account.  Both  our  roads  in 
progress,  and  those  constructed,  have  the  prospect 
of  an  active  season  before  them. 

The  receipts  of  the  Baltimore  and  Ohio  railroad 
for  March  are  as  follows,  in  round  numbers  : 

Receipts  on  main  stem $216,000 

Receipts  on  Washington  Branch 64,000 


Total $270,000 

This  is  an  increase  on  the  main  stem  over  the 

month  of  March  1853  of $97,000 

And  on  the  Washington  branch  of 23!oOO 


Total  increase $120,000 

The  receipts  for  March  shows  an  increase  over 
February  of  about  $117,000, 

The  earnings  of  the  Macon  and  Western  railroad 
company  for  March  1853,  were : 

Passsengers $6,815  13 

Mail 1,080  04 

Freight 18,697  64 


Total $36,592  71 

Corresponding  month  last  year 26,402  77 


Increase $189  94 

The  receipts  of  the  Clevelandand  Pittsburg  road 

for  March  were $31,669  62 

March  1862 15,740  25 


1,791,120  00 
2,191,704  20 
3,497,293  00 
6,473,686  00 
3,675,266  00 
4,180,967  48 
3.619,929  00 
4;i08,630  00 
6,117,316  00 
6,274,499  00 
4,055,172  00 


*  487,803  00 

186,705  00 

2,309,660  16 

3,475,323  26 

1,068,982  08 

1,124,882  17 

434,436  59 

673,374  00 

1,161,416  27 

789,917  00 

623,087  00 


$34,492,634  12  $46,801,821  03  11,308,637  51 


*  Decrease. 

The  following  were  the  distributions  of  the  ship- 


ments: 


The  earnings  of 

were 

March,  1862. 


For  New  York . 

For  N.  Orleans ....        403,294  11 

For  London 3,392,760  88 


1861.  1862. 

$30,062,498  47  $39,007,367 
-  470.783 


For  Panama . 

For  San  Juan 

For  Valparaiso  and 

Talc'no 

For  Chinese  ports, . 
For  other  ports 


151,204  64 


460,132  00 

2,554  00 

20,000  00 


00 
00 

6,020,027  00 
46,000  00 
43,626  00 


87,907  43 
116,611  20 


Increase  48  p.  cbnt 

The  aggrcgalt 
and  March  hav|e 
1862 


Increase  .... 

The  earnings 
railroad  for  Ma 
Passengers,  etc 
Freight 


Total 

Deduct  paid 
passengers. 

Net  earnings . 
March  1862 . . 


Increase . 
March  1851 . . 


Total $34,492,634  12  $45,801,321  63 

The  following  are  the  London  quotatione  for  some 
of  our  leading  securities,  received  by  the  last  steam- 
er:— 

United  States  6  per  cent  bonds,  1865.  97  a  93 
United  States  6  per  cent  bonds,  1862.104  a  105 
United  States  6  per  cent  bonds,  1868. 110  a  111 
Ditto  6  per  cent  stock,  1867—1868. . .  108>^a  109)^ 

Ditto Dittto,  1862 103   </ 104 

N.  Y.  SUte  5  per  cents,  1858— '60. .  .   98  a  100 

Penn.  5  per  cent  bonds 87  a   89 

Penn.  bonds,  1882 92  «   94 

Mass.  6  per  cent  6tg.  bonds,1868 ....  107>^a  108 

Maryland  6  per  cent  Stg.  bonds 98  a   99 

Virginia  inscribed  bonds,  1857 — 1875,  96  a  96 
Ditto....  6  per  cent  bonds,  1886. .. .  98>^a  991^ 

Kentucky  6  per  cents,  1863 97   a   98' 

Bost'n  city  4>^  per  cent  Stg.  bonds,  "72  103  o  104 
Mont,  city  6  per  cents,  1^7 — 1865...  85  «  87 
N.  Y.  city  5  per  cent  St.,  1865-1858. .  96  «  98 
New  Orleans  city  6  pet-  cent 93  a  94 

RAILROAD  BONDS. 

Phil.  &  Reading,  6  p.  ct.,  M.  B.,  1860,  36  a  88 

Penn.  Central  6  per  cent,  1880 99  a  — 

N.  Y.  &  Erie  7  per  ct.,  1st  Mortgage, 

1868-1859 108  a  — 

Ditto  7  per  ct.  convertibles,  1862 ....    90  a  91 

Mich.  Cent.  8  p  cts,  con'tible,  1850. .  105  n  106 
Seaboard  &  Roanoke  7  p  ct.  1st  Mort. 

1860 84  a  85 

The  receipts  of  the  Toledo,  Norwalk  and  Cleve- 
land railroad  Co. ,  for  M.arch  were  : 

Passengers $84,660  00 

Freights,  etc 8,%1  00 


249 


=q 


the  Erie  road  for  March 

..$371,479  84 
..   251,170  61 


. .  $120,329  23 
earnings  of  January,  February, 


been. 


I  arlem  roa<l  for 


•-•f 


.  $984,219 
.   624,481 


$369,738 

of  the  New  York,  tind  New  Haven 

ch,  were : 

..$54,728  67' 
.    10,000  00 


...$64,728  67 
4?7,867 

.  . .      4,173  26 


.  $60,556 
.    53.282 


41 

60 


.  $7,272  81 
.$48,611  66 


;h  all  the  drawbacks,  arc  fully  u|> 
)f  the  same  quarter  of  1851,  as  will 


The  aggrega^  earnings  of  the  ^rst  three  months 

of  the  year,  wi 

to  the  receipts 

be  seen ; 

Jan.,  February 
Jan.,  February 


Increase 


March,  1863.. 
March,  1862.. 


.$161,182 
.    160,007 


49 
74 


American  Railway  Agency, 

FOR  THE  Purchase,  ox  commission,  of 
ALL  ARTICLES  REQUIRED  BY 

RAILROAD    COMPANIES. 

Of  Ice,  12  Farqiihar  Biiil<liii$r<. 

Philadelphia. 


Ilkinson^s 
EXPLOSIVE 

RAILyi^AY  SIGNAL, 

I        For  sale  by 

BRIDQES  &  BROTHER, 

64  (ioURTLAXDT  STREET. 


E   RAILWAY   SKIKaLS  htc  similar  to 

EiiglarKl.  aixl  frrmi  cux-rifnce  are  found  to 

lioy  arc  wi  cotvtnicte^Jthat  the  inoventmit  of 

if  any  sfn-f^l.  will  caiw  sm  (^xithit^ioii  Uiat 

In  the  iiifrht.  from  ihis  sannc  cauxe.  there 

h,   wlii<'h  wiH  be  so  yhid   that  it  cannot  be 


^h 


Increase $16,129  26 

The  receipts  of  the  Ohio  &  Penn.  railroad  in 

March  1862 $38,743  68 

Corresponding  month  last  year 17,081  76 


Total .... S43.521  00 

The  receipts  of  the  Little  Miami  railroad  Co.  for 
the  week  ending  March  27,  '63,  are. .  .$10,911  34 
do.  '62, 7,987  96 


Do. 


do. 


Increase $21,71198        Increase  oearly  80  per  cent,  or...  92,978  88 


THE  EXPLO.s 
thos<>  uoetl  in 
be  nuich  l)etter. 
an  Enfcrinf  ovit  th< 
cannot  Ix-  mistake 
win  ^x■  a  brijrlit  flai 
i>a.-*ed  unnoticed. 

THIS  WILL  Efe  FOUND  ONE  MOIRE  PREVENTIVE 
OF  COLLISION,  jit  IS  otten  the  case  tliUt  durmg  a  fo(j  or  snow 
storm,  a  train  canndt  be  warned  of  its  datifi^r  by  a  flag  or  laotem, 
and  in  Bucb  instancy  tbey  are  invaluable. 

They  are  inif>er»Tbus  to  water,  ar»d  wrt  keep  their  exr>iOBive 
property  any  number  of  years.  Tbey  can>e  handled  and  carried 
with  safety,  it  requiing  a  bea\-y  blow  to  Opiode  them. 

Jamiar>-,  20,  Itea  \ 

Noti<ie  to  Contractors. 

PROPOSALk  will  be  received  at  the  Office  of 
the  Fort  ^ayne  and  Chica|je  Railroad  Com- 
pany in  FORT  WAYNE,  until  noon  on  Friday,  the 
20th  of  May  nfext,  for  the  Bridg»ig,  Grading,  and 
delivering  of  Gross-ties  for  .said  iioad. 

PLANS,  PROFILES  and  SIfECIFICATlONS 
will  be  exhibited  at  the  Office  thilee  weeks  prior  to 
the  day  of  letting. 

This  line.  One  Hundred  and  Fifty  miles  long, 
embraces  mucti  heavy  work,  is  Well  suited  for  pro- 
secution in  wiriter,  and  is  dlv^el  into  sections  of 
from  one  to  sij  miles  in  length,  r^nd  may  be  bid 
for  singly,  or  for  the  entire  work: 

.7.  R.  SiaiAUGHAN 
^Chlef  Ei^gioeer. 


i 
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B,«llr«ads  ▼•.  Caaalt. 

Mr.  H.  V.  Poor. — Permit  an  old  correspondent, 
among  the  first  in  your  journal,  and  I  belieye  in 
this  State,  to  advance  the  doctrine  of  the  superior 
advantages  of  railroads — ("as  the  better  improve- 
ment of  the  age,") — over  canals.     I  am  led  to  this 
subject  again  by  the  admission  into  your  valuable 
journal  of  a  comparison — taken  frem  the  Argus — 
between  the  Erie  Canal  and  the  leading  lines  of  rail- 
roads in  this  State,  furnished  by  the   Canal  State 
Engineer.  ;  I  would  say,  and  not  offi  cially,    pre- 
pared for  the  region  of  Albany,  during  the  session 
of  the  Legislature.      With  all  the  conceded  abili- 
ies  of  the  gentleman,  in  my  view,  his  statements 
cannot  be  considered  a  fair  comparison  of  what 
a  well-equipped  freight  railroad,  with  a  double 
track,  sufficient  turn-outs,  men  and  depots  can  do, 
where  there  is  ample  freight,  in  contending  with 
the  Erie  canal,  on  a  nearly  level  and  discending 
line  from  Buffalo  to  the   Hudson ;   nor  does    the 
whole  drift  of  his  remarks,  and  I  will  add  of  his 
predecessor  in  the  canal  department,  place   the 
subject  in  a  correct  light.    If  my  memory  serves 
me,  one  of  these  distinguished  engineers  figured  it 
np  that  it  would  take  nine  double  track  railways 
to  do  the  business  of  the  enlarged  Erie  canal, 
while  the  other's  echoes  approximated  to  the  same 
results,  yet,  forsooth,  railways  in  this  enlightened 
age  must  be  taxed  to  enlarge  our  canals. 

Is  it  fair  to  state  what  the  central   line  of  rail- 
roads transported  from  1848  to  1861,  inclusive, 
— (4  years,) — 400,000  tons,  when  subject  to  canal 
tolls  and  many   difficulties,  and  a  large  passerw 
ger  business, — and    then    present  the  transpor- 
tation of  only  100,000  tons  per  annum,  in  compar- 
ison with  12  millions  transported  during  the  same 
period  on  all  our  canals,  up  aud  down ;  when  it  is 
well  known  that  the  "Central  line,"  composed  of 
many  disjointed  railroad  companies,  did  not  act  in 
harmony,  and  was  not,  in  fact,  equipped  fof  the 
resposibilities  for  generalfreigkt  business.      In  fact 
they  avoided  it  as  much  as  they  could  by  charg- 
ing high  prices,  and  in  a  quiet  manner  they  turn- 
ed it  over  to  the  express  line ;  as  they   could  not 
employ  the  labor  to  load  and  unload,  for  the  lim- 
ited period  they  were  permitted  to  carrj-  freight  free 
of  tolls  and  do  it  with  profit,  particularly  when  they 
transported  an  ample  number  of  passengers,  topay 
large  dividends,  who  loaded  and  unloaded  them- 
selves.   Nor  did  they  state  that  the  canal  boats 
were  generally  loaded  by  the  shippers  of  property. 
Had  the  gentleman  quoted  the  business  of  a  freight 
railwaij,  say,  for  instance,   the  Philadelphia  and 
Beading,  in  the  transportation  of  1,840,219  tons  of 
2000  lbs.  of  the  bulky  article  of  coal  the  last  year, 
from  the  mines  to  the  Delaware — 100  miles— at 
the  rate  of  one  cent  and  sixteen  hundredths  per 
ton  per  mile,  or  Sl-30  the  gross  ton— with  large 
profits — being,  in  fact,  more  tonnage  one  way  than 
was  carried  through  on  the  Oswego  and  Erie  ca- 
nals ,  he  would  have  conveyed  to  the  public  some  idea 
of  what  a  well  equipped  and  well  managed  rail- 
way can  do,  by  the  side  of  the  best  equipped  ca- 
nal in  the  United  States — contending  for  the  same 
business,  but  carrying  but  about  one-third  of  the 
quantity.     The  amount  carried  by  the  Reading 
railroad  was  not  half  its  capacity  for  transporta- 
tion one  way,  as  they  could  not  get  regular  sup- 
plies ft-om  the  mines,  although  they  paid  S151,8- 
65  9S  under  the  name  of  -'drawback"  as  deduc 
Lions  on  freight,  as  a  bonus  to  get  the  coal  from  the 
caoaL     The  working  expenses  of  this  road  was 


Sl,076,773.     The  receipts  fVom  coal  S2,150,667. —  [water,  will  remain  a  monument  of  past  error;  like 


Passengers  and  merchandize  $329,960, — tottd  $2, 
480,626.  .       ...;    :.  ^   ^  ^ 

I  am  pleased  to  find  that  one  of  the  gentlemet 
alluded  to,  is  called  from  the  fog  of  the  canal  de- 
partment to  the  Chief  Enginecrship  of  the  New 
York   and  Erie   railroad.      It  is  a  work  he  wiil 
find   constructed  under  many   difficulties,  as  to 
grades  and  high  summits,  at  great  cost ;  and  can- 
not be  compared  with  the  central  lino  of  railroads, 
now  they  are  consolidated,  yet,  I  trust,  ere  a  year 
has  passed,  he  wiU  change  his  mind   and  some  of 
his  views,  as  to  the  capacity  of  a  well  equipped 
railway  with  moderate  and  descending  grades  to 
to  transport  freight,  aud   at   cheaper  rates   too, 
than  by  a  canal.     And  even  if  not,  the  day  has 
passed  when  the  consumer  will  be  content  to  re- 
ceive his  supplies  during  six  or  seven  months  in 
the  year  from  the  West, — the  granery  of  the  Unit- 
ed States, — instead  of  the  entire  year.      The  peo- 
ple in  the  interior  will  have  their  varied  necessi- 
ties supplied  daily,  wliile  the  city  of  New  York  in 
its  growth  and  in  its  comforts  of  living,  will  get 
its  bread,  butter,  fresh  and  salt  provisions  as  re- 
quired, for  home  or  foreign  consumption.     To  com- 
pete with  the  continent  of  Euroj)e  or  London,  we 
should  receive  our  wheat  in  winter:     I  trust  the 
gentleman  will  retract  the  opinion  at  the  close  of 
the  article  you  published  to  the  predjudicc  of 
railways,  in  which  he  says  : — "  F^rom  the   above 
remarks,   it  appt^ars  that  the   Central  and  Soulh- 
trn  lines  of  railroads  in  this  State  hare  direrced  but 
a  small  amount  of  freight  from  theranaJs,   andthat 
in  mttst  instanrrs  such  freight  either  could  not  be  re- 
carried  on  the  canals,  or  if  so  carried,  would  be  liable 
to  great  loss  of  weight,  quality  or  value,   irhile  un- 
dergoing transportation!!" 

If  this  is  not  blackballing  railways  with  a  ven- 
geance, I  do  not  undci-stand  the  king's  English.  It 
is  unsound  and  not  founded  on  experience.  Rail- 
ways carry  what  canals  cannot. 

What  are  the  iaets  in  this  easel  Railways  have 
completely  superceded  canals  in  New  England. 
New  York,  in  the  year  1836,  decreed  the  enlarge- 
ment of  the  Erie  canal  and  the  construction  of  the 
Black  River  rnd  Genessee  "Valley  canals,  after  a 
report  by  the  state  engineer  that  "  a  railway  was 
but  a  little  better  than  a  turnpike."  The  two  lat- 
ter works,  after  the  expenditure  of  more  than 
eight  millions  of  dollars,  on  them,  and  about  three 
millions  on  the  Chenango  canals,  are  being  super- 
ceded by  railways,  and  so  much  money  lost  to  the 
people  of  this  state.  Not  a  canal  has  been  pro- 
jected in  this  state  or  any  state  west  of  us,  for  the 
last  sixteen  years  ;  whilst  railways  during  the  same 
period,  have  increased  from  3000  miles  to  16,000 ; 
and  with  every  prospect  of  being  doubled,  in  the 

United  States  before  the  lapse  of  eight  or  ten 
yaars,  while  they  arc  cert;un  to  be  extended  to  the 
Pacific.  •      .'  .       ;    ,r 

The  state  of  Pennsylvania,  with  the  city  of  Phil- 
adelphia, has  been  forced  to  aid  her  Central  line 
of  railways,  destined  to  supercede  her  amphibious 
state  system,  that  couUl  not  contend  with  ours. 
Maryland,  boasts  of  her  B.  &  Ohio  railway,  even 
with  its  115  feet  grades  to  the  mile,  and  transport- 
ing coal  by  contract  at  l)-8  cents  per  ton  per  mile. 
She  is  forgetting  her  Chesapeake  and  Ohio  canal, 
except  so  far  as  she  will  have  to  raise  a  tax  to  pay 
off  her  bonds,  issued  in  aid  of  its  construction.  This 
work  to  pass  the  Alleghany  mountains  without 


the  "  James  River  canal  improvemen"  of  "Viipnia, 
— are  in  a  fair  way  of  being  superceded  by  rail- 
ays.  Like  the  Blackstone,  the  Essex,  the  Far- 
mington,  the  Chenango,  the  Black  River,  the  Glen- 
essee  V.alley  canals,  they  may  be  considered  ob- 
solete works.  I  am  aware  this  will  not  be  the 
ca.se  with  the  Erie  and  Oswego  canals,  connecting 
as  they  do,  inland  seas  with  the  ocean, — as  the 
vast  increase  of  tonnage  to  and  from  the  west,  and 
from  the  borders  of  the  several  lakes,  will  give 
these  works  full  employment,  when  enlarged. 

To  my  railroad  vision,  there  is  not  a  canal  from 
the  seaboard,  into  the  interior,  or  in  the  western 
states,  that  can  compete  with  the  several  lines  of 
continuous  railway  to  and  from  the  west,  that  are 
now  just  begining  to  equip  their  roads  for  freight, 
in  the  contest  to  come  off  for  the  same  business, 
by  the  several  states,  on  the  eveof  completing  their 
lines  to  St.  Louis  ;  there  to  reach  "  the  handle  of 
of  the  fare  of  eastern  railways,"  to  use  the  lan- 
guage of  Col.  Benton,  in  his  letter  on  the  Pacific 
railway. 

I  may  go  more  fully  into  the  subject  of  what 
railways  have  done,  and  canals ;  in  the  meantime 
I  will  close  with  the  eloquent,  but  true  language  of 
W.  Lincon,  in  "the  report  of  a  committee  to  the  le- 
gislature of  Massachusetts,  Feb.  1839,  "to  consid- 
er the  subject  of  aid  by  the  state  to  the  Western 
railroad  company,"  in  which  he  says"  railways  uni- 
versally have  created  the  means  of  their  own  suste- 
nance, and  have  drawn  to  their  tracks  employ- 
ment for  their  motion.  If  the  beniflcence  of  Pro- 
vidence had  hollowed  a  channel  from  our  coast  to 
the  western  lakes,  and  poured  the  floods  of  those 
inland  seas  eastward  to  the  ocean,  the  blessings 
would  have  been  too  great  for  sufficient  gratitude, 
as  they  would  have  been  beyond  all  computation. 
The  river  swelled  by  tributary  streams,  from  every 
valley,  would  have  scattered  wealth  along  its 
course.  For  all  practical  purposes,  the  invention 
of  art,  bestows  better  advantages,  and  furnishes 
communication  more  easy  and  certain,  than  the 
botmty  of  nature  could  give.  During  the  stem 
winter  of  our  climate  the  rivers  are  closed  for  one 
third  of  the  year  with  ice ;  in  summer,  they  are 
exhausted  for  a  nearly  equal  period  ;  their  navi- 
gation is  bounded  by  the  rills  that  supply  their 
fountains.  The  railroad  is  neither  locked  up  by 
cold,  nor  dried  up  by  heat,  nor  confined  by  ridges. 
Stretching  out  its  arms  to  every  town  and  village, 
it  may  be  extended  beyond  the  highland  barriers 
of  water  pa.ssage,  and  beyond  the  lakes,  until  its 
iron  bands  clasp  together  in  a  net-work  of  improve- 
ment overspreading  the  whole  Union." 

How  true  the  picture,  how  true  the  reality  after 
a  lapse  of  14  years.  J.  E.  B. 


We  agree  with  J.  E.  B.,  in  his  general  proposi- , 
tion,  that  railroads  are  superior  to  canals  as  public 
carriers ;  but  we  by  no  means  agree  with  him  that 
the  Erie  canal  is  ever  to  be  superceded  by  the  for- 
mer ;  nor  do  we  believe  that  the  great  bulk  of  wes- 
tern products  will  ever  take  any  other  route  to 
market.     The  route  by  the  canal  is  not  only  the 
cheapest,  as  far  as  mere  cost  of  transportation,  but 
still  more  so,  as  far  as  the  handling  and  storage  of 
freight  is  concerned.     We  believe  it  would  require 
«ix  double  track  roads  to  do  the  business  of  the 
canal.     The  great  advantage  that  the  canal  pos-  " 
sesses  is  in  the  ease  and  cheapness  with  which  ' 
freight,  arriving  at  either  terminus,  can  be  receiv. 


.lU^lMJIiJWJilfiJ.   .IT 
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ed  and  forwarded  to  the  points  of  its  ultioiate  des- 
tination. Take  the  case  of  the  canal  boats  arri- 
ving at  tide  water.  As  soon  as  they  reach  Albany, 
they  drop  into  a  perfectly  secure  harbor,  180  miles 
long.  Till  the  cargo  is  sold,  the  boat  serves  as  a 
warehouse  for  its  freight.  The  captain  of  the  boat 
acts  as  factor.  These  boats  are  towed  to  New 
York  for  a  few  dollars,  and  as  soon  as  a  sale  of 
their  cargoes  is  effected  they  are  taken  along 
side  of  a  ship,  to  which  their  contents  are  trans- 
ferred in  a  few  hours,  at  an  expense  not  exceed- 
ing one-tenth  the  cost,  probably,  of  removing  an 
equal  amount  of  freight  from  a  railroad  depot  to 
the  same  ship.  Were  we  compelled  to  store  all  the 
down  tonnage  of  the  canal,  all  the  city  of  N.  York 
would  be  hardly  large  enough  for  this  purpose. 

Again,  railroads  will  not  probably  transport 
freight  for  less  than  two  cents  per  ton  per  mile.  At 
this  rate  it  would  cost  more  than  two  dollars  to 
transport  a  barrel  of  flour  from  Chicago  to  the  sea- 
board. In  a  year  or  two  more,  this  will  be  done 
by  way  of  the  lakes  and  canals,  for  50c.  per  bbl.  ! 
>Vhile  such  are  the  admitted  facts,  it  is  useless  to 
talk  about  the  canals  being  superceded  in  the  car- 
riage of  htavy  and  bulky  goods  by  any  other  known 
mode  of  conveyance. 

The  Erie  canal  is  no  more  the  rival  of  railroads 
than  are  the  great  lakes  or  the  Atlantic  ocean. 
They  mutually  aid  each  other.  The  leading  busi- 
ness of  most  of  the  western  roads  will  be  to  col- 
lect upon  the  lakes  freight  for  the  canals.  The 
roads  having  the  samegeneral  direction,  and  which 
may  be  regarded  as  competitors  for  the  through 
business  of  the  former,  will  have  too  much  local 
trafSc  to  allow  them  to  become  serious  rivals  for 
its  appropriate  business. 

nortlt  C»r0llMa  Rallr*ad. 

We  learn  that  this  company  has  been  organized 
by  the  choice  of  the  following  gentlemen  as  direc- 
tors: 

Duncan  McRae,  President. 

Directors: Colby,  Samuel  Smith,  E.  J. 

Hale,  A.  A.  McKeithan,  J.  G.  Shepherd,  James 
Banks,  T.  S.  Lutterloh,  T.  R.  Underwood,  and  John 
D.  Williams. 

Secretary  and  treasurer,  John  M.  Rose. 


ing  that  it  has  been  settled,  and  settled  in  favor  of 
the  Hillsborough  road.  A  despatch  AxHn  Cincinn- 
ati, dated  yesterday,  s»3r8 : 

"  Injunction  against  the  Hillsborough  railroad, 
finally  dissolved  by  Judge  Caldwell." 

This  removes  all  diflSculty  in  the  way  of  the  ear- 
ly completion  of  the  road  from  Bolpre  through 
Hillsborough  to  Oineinnati ;  and  when  it  shall  bo 
completed  we  will  have  the  Parkersburg  road 
completed  also,  and  then  have  a  direct  straight  line 
of  railroad  from  Baltimore  to  Cincinnati. 


Great  'Western  Railroad  C*.  of  Illinois. 

The  above  road  was  formerly  known  as  the 
"  Sangammon  and  Morgan  railrojul,''  and  consti- 
tutes that  portion  of  the  "  Northern  Cross  railroad" 
of  1836,  which  lies  east  of  the  Illinois  river,  start- 
ing at  Naples  and  passing  through  Jacksonville, 
Springfield,  Decatur,  to  the  Indiana  State  line.  At 
the  last  session  of  the  legislature,  the  name  was 
changed  to  that  wliich  now  stands  at  the  head  of 
this  article.  The  company  have  resolved  to  lay 
that  portion  of  the  road  now  built  from  Springfield 
to  Naples  with  T  rail,  and  to  ext«nd  the  road  from 
Springfield  eastward  to  Decatur.  To  do  this  Sl,- 
000,000  ten  per  cent  bonds  of  the  company  were 
thrown  upon  the  New  York  market.  The  whole 
road  is  under  contract,  a  considerable  portion  of 
the  iron  has  been  purchased,  and  is  now  on  the 
way,  and  it  is  the  intention  of  the  company  to  have 
it  completed  by  the  1st  of  September. 


To  Contractors. 

LA  CROSSE  AND  MILWAUKEE  RAILROAD. 
— Proposals  will  be  received  at  the  office  of 
the  Engineer  of  this  road,  in  the  city  of  Milwaukee, 
upon  the  20th  day  of  May  next,  for  the  Grading, 
Bridging,  Superstructure,  Station  House,  Water 
Stations  and  equipments  of  the  first  division  of  the 
La  Crosse  and  Milwaukee  Railroad,  extending  from 
the  city  of  Milwaukee  to  Portage  City,  on  the  Wis- 
consin River. 

Propositions  will  also  be  considered  for  the  gra- 
ding in  sections,  and  for  the  superstructure  and 
buildings,  separately.  , 

By  order  of  the  Board,  ' 

J.  L.  BEAN,  President. 
Milwaukee.  Anril  6th,  1853. 


Ohio. 

The  public  debt  of  Ohio  is  as  follows  : 

FOREIGN  DEBT. 

Payable  afler  1866 S3,515,779  24 

"         "      I860 6,812,481  00 

"         "      1866 1,025,000  00 

"        "      1870 2;i80,531  93 

'        "      1875 1,600,000  00 


$16,133,792  17 

-    -         DOMESTIC    DEBT. 

Due  at  the  pleasure  of  the  state $  48,825  38 

Due  aft«r  1862 86,591  33 

."     "       1863 298,685  00 


Total 815,584,893  00 

Irreducible  and  trust  funds 1,734,323  19 


,    Totaldebt S17,839,216  06 

The  Hlllsborouglk    Railroad. 

This  is  the  road  that  is  to  form  the  direct  connec- 
tion with  tha  Baltimore  and  Ohio  railroad  at  Park- 
ersburg, and  run  through  there  in  the  straight  line 
to  Cincinnati.  A  short  time  since,  we  noticed  that 
an  injunction  had  been  issued  against  it  by  a  court 
in  Ohio,  to  suspend  operations  on  it  tiU  a  question 
in  dispute  as  to  the  right  of  way  should  be  legally 
settled.  We  have  now  the  satisfaction  of  announc- 


A   Whitney  &,  Son, 

PBZX.ADBZ.rHZA,  PA., 

MANTJPAOTURERS  of  Chilled  Railroad  Wbeeia  ftw  Care 
and  Locomotives.  Also  furnish  Wheels  fitted  complete 
on  best  English  and  American  Rolled  and  American  Hammered 
Axlea.  sxtf 

CAUTION. 

KAILBOAD  OOKPAinXS  an  OAUnOirXD  swIbsI  w 
infringement  or  the  Patent  mated  H.  M.  PAIin,  ndw 
date  of  Janiiai7  ftth,  18S2,  "  (br  ezehtdiiv  dnrtfce.,  frooi  Bal- 
road  Can,"  incorporatad  in  whieh  ia  the  tttOoirtv  eialB  t— 
linntn  viuilatioit  wUhma  tk»  ibmoww  qf  4mt*,  tm mmm 

W«  Bko,  wBfo  K.  ft.  CompaniM  ifiiaBt  th*  alwipuMBt 


cd  and  in  opera- 
;s  the  same.  The 
lies,  will  be  com- 
Ist  of  November 

In  completed  and 


<B*Qnrk  Ann  I'ERU  «i.d  INDIAN apo. 
^OUUeUUV/  LIS  RAILROAD  FIRST 
MORTGAGE  CONVERTIBLE  SEVEN  PER  CESf T 
BONDS. 

We  offer  forlsale,  at  reasonable  rates,  $300,000 
of  the  7  per  ce[it  1st  Mortgage  Convertible  Bonds 
of  the  Peru  aid  Indianajwlis  Riilroad  Company, 

Forty  miles  f>f  this  road,  lyingi  between  Indian- 
ajwlis  and  Tipion,  \»  ik>w  complt 
tioii.     The  >L%flison  Road  opera 
residue  of  the  line  to  Peru,  32  « 
pletcd  and  in   operation  by  the  1 1 
next. 

The  entire  Load  will  cost,  wt 
equipped,  aboi  t  SI  ,20<).<»00. 

The  availahie  stock  subscrl|)tion  '\&  829,000. 
The  mortgage  debt  is  butS«»0<»,OOtHri  all,  the  above 
being  a  part  thereof  The  Roa4  owes  no  other 
debt.  \ 

This  Road  iai  advantageously  |ocat«i,  connect- 
ing at  Indianfipolis  with  tlie  liladison  road  (of 
which  it  is  a  dij-ect  extension  noiK^iwardly)  and  tin- 
otlier  roads  there  centering.  ; 

At  Peru  it  cdimects  or  intersects  with  the  Wa- 
bash and  Eric  fcanal,  and  it  will  shortly  he  ex- 
tended to  the  Fort  Wayne  and  f'hicago  Rf>ad  at 
Warsaw. 

It  traverses  |  region  <>f  great  lenility  and  pro- 
ductiveness, hiving  no  other  outlet  to  a  market 
Its  local  business  alone,  will,  it  iS  thought,  yield  a 
handsome  support.  , 

Pamphlet  exhibits,  with  maps  of  the  work,  and 
any  other  moredetailed  informajion  desired,  will 
be' furnished  oi  application  to  tte  subscribers. — 
New  York,  April  7,  1853. 

WINSLO?^  LANIER  &  CojJNo.  52  Wall-st. 

Notide  to  Contractors. 

SEALED  PROPOSALS  will  b«  received  at  tlie 
Engineer'si  office  of  the  Cleveland  and  Pitts- 
burgh Railroad  Company,  in  MIllsviHe,  from  the 
first  to  the  tenih  of  May  next,  lor  the  gradation 
and  masonry  or  thirty-nine  milefti  of  the  Wheeling 
extension  of  the  Cleveland  and  Pttsburgh  Railroad, 
from  the  moutn  of  Yellow  Brick  to  Bridgeport, 
opposite  Wheeling. 

Plans,  profilos  and  specificatioas  wll  be  exhibit- 
ed and  all  reqt  isite  information  given  at  the  oflflc*> 
of  the  Companr,  in  Millsville. 

By  order  <  f  the  Board  of  Dliectors. 

I         C.  PRENtls.s,  President. 
'        J.  LiNTO^,  Chief  Engineer. 
&  P.  R.  R., 

Cleveland,  Apnjil  8th.,  1853. 


The  Troy  Iron  Bridge  Ca 

A  RB  prepared  to  erect  Iron  Bridges  er  Boo*,  or  any 
.^\     of  hairing  ttnaaaa,  girdera,  or  beana, 
aai3  ftet  or  nnder, 


girdera,  or  beana,  to 
aand  ItaH  or  mider,  of  any  raqnired  atre«tti>,  in  aiqr  part  af 
oooatry.    Tbeir  badgea  will  i>e  aol^eeied  to  i 
can  b«  built  tor  abeat  the  price  of  good  wooden 

BLAKCHA&D  tt  YELLOWS,  Trey,  K.  T. 
AprtMiUM. 


S' 


tiooa  or  H.  B.  OOODTXAB,  who  aeeka  to  miaiead 
raeaBSorOiicolaiB,  ProtaaU  aod  NottoM  of  OivnoM,  Jkc 
Atteatad  eopiaa  aad  draw^a  a(  OOODTXAft'S  ~  ' 

sent  natia. 

N.  B.^-Oonpafly  K^ls  hU  ibI  gimBlaaA  kjr  II 
pvijmwmk 

B.B.OwTMatii«Oai. 

Ua  Bm4«». 

NewTork,Avitlal,imi 


VIA.  RIVER  ST.  LAWBENOS. 
JOHN   ANDERSONi 

FBWAKSINO   aad   OOMKISSIOR  MXBOHAR.  Ml 
WABKHOUSBMAM.HaBttWhari;'    ' 
eenaral  Agant  tor 


"Sins; 


T«>  Coiitraet^rs. 

EALED  PftOPOSALS  will  b^  received  at  the 
Engineer's  office  of  the  Le)tington  and  Bip 
Sandy  Railroad,  in  Mt.  Sterlingj  Ky.,  until  Aug 
10th,  at  sun  down  for  the  gradunfion  and  masonry 
of  the  whole  of  said  Railroad,  »  distance  of  125 
miles.  Bids  will  be  received  fot  any  number  of 
sectioos,  the  coinpany  reserving  tfie  right  to  reject 
all  propositions,  if  none  are  satia^tory. 

Propositions  jare  also  invited  ijy  contractors  of 
ability,  for  the  i whole  ro.^d.  i 

This  road  nihs  through  some  4>f  the  finest  por- 
tions of  the  State,  the  facilities  fir  the  supplies  of 
every  kind  beifag  very  abundant-; 

Plans  and  ipecificaiions  majl  be  seen  at  the 
office  after  July  1st. 

J.  B]  WESTBROOKjjI^hief  Engines. 

Portlaod,  Ariril  ft,  1868. 


Dndlet  ^»  Fuller  &  Co^ 

IRON   COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
WBW  YORK^ 


-iTi^Jl^.ni^^' 
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To  Contractors  for  Masonry. 

PROPOSALS  will  be  received  by  the  subscri- 
ber, up  to  April  20th  next,  lor  the  masonry  of 
lour  Ktone  bridges,  on  the  Philadelphia  and  Read 
ing  Railroad,  as  follows,  viz  : 

Falls  Bridge— At  the  Falls  of  Schuylkill,  near 
Philadelphia,  will  consist  of  6  oblique  arches,  with 
square  built  ribs,  of  78  feet  span  each,  crossing  the 
Schuylkill  river  and  navigation,  with  an  elevation 
of  roadway  48  feet  above  the  water.  It  will  con- 
tain 10,166  perches  of  masonry;  the  piers  and 
abutments  must  be  raised  to  the  springing  line 
during  the  present  season,  and  the  arches  turned, 
and  work  as  nearly  as  possible  finished  in  the  year 
1854. 

Peacock's  Locks  bridge— Is  located  6  miles  above 
the  city  of  Reading,  and  will  consist  of  8  square 
arches  of  63  feet  span  each,  crossing  the  river 
Schuylkill,  and  one  oblique  arch,  with  square  built 
ribs  of  75  feet  span,  crossing  the  Schuylkill  navi- 
gation. The  elevation  of  roadway  is  58  feet  above 
the  surface  of  water  in  the  river.  This  bridge  will 
contain  about  10,651  perches  of  masonry ;  its  piers 
and  abutments  must  be  raised  to  the  springing  line 
during  the  present  season,  and  the  arches  turned, 
and  work  as  nearly  as  possible  finished  in  the  year 
1854. 

Black  Rock  dry  arches — Is  a  structure  intended 
to  increase  the  water  way  tf  Black  rock  bridge, 
near  Phoenixville,  and  will  consist  of  two  square 
arches,  of  50  feet  span  each,  with  a  roadway  ele- 
vation of  23  feet  above  the  ground.  It  will  Contain 
about  1450  perches  of  masonry,  and  must  be  finish- 
ed during  the  present  season. 

Fourth  crossing  bridge— Located  near  Orwigs- 
burg  landing,  is  intended  to  replace  a  wooien 
bridge  recently  destroyed  by  fire,  and  will  consist 
of  4  square  arches,  of"  46  feet  span  each,  crossing 
the  river  Schuylkill,  with  a  roadway  elevation  of 
21  feet  above  the  surface  of  the  water.  It  will 
contain  about  400  perches  of  masonry,  and  must 
be  finished  during  the  present  season. 

In  all  the  above  structures,  the  work  must  be  car 
ried  on  so  as  not  to  interfere  with  the  trade  of  the 
road.  The  railroad  company  will  prepare  the 
foundations,  erect  and  maintaiu  the  centres,  fur- 
nish the  lime,  sand  and  cement,  and  the  cftrs  and 
motive  power  necessary  to  transport  the  stone  on 
their  road.  All  other  expenses  connected  with  the 
masonry  to  be  borne  by  the  contractors. 

Plans  and  specifications  in  detail  may  be  seen 
at  this  oflBce,  where  all  other  necessary  explana- 
tions will  be  given  to  those  who  wish  to  bid  for 
the  work.  J.  DUTTON  STEELE. 

Engineer's  office,  P.  &.  R.  road,  )  < 

Pottstown,  Pa.,  March  16,  1853.  \ 

Notice  to  Contractors. 

HANNIBAL  AND  ST.  JOSEPH  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  undersigned,  in  the  cily  of  Han- 
nibal, Missouri,  until  the  twentieth  day  of  April, 
for  the  graduation,  masonry  and  bridging  of  25 
miles  of  said  road,  extending  west  from  Hannibal 
Proposals  will  also  be  received  at  our  office,  in 
the  city  of  St.  Joseph,  Missouri,  until  the  tenth  day 
of  May,  for  the  graduation,  masonry  and  bridging 
of  25  miles  additional,  extending  east  from  St.  Jo- 
seph. The  remainder  of  the  line,  extending  a  dis- 
tance of  over  150  miles,  will  be  placed  under  con- 
tract as  soon  as  the  same  can  be  prepared  by  the 
engineers. 

This  line  embraces  some  very  heavy  excavations 
and  embankments,  and  several  large  bridges. 

Plans,  profiles  and  specifications  will  be  ready 
at  each  place  one  week  previous  to  the  letting. 
DUFF  &  LEARNfiB. 
Contractors  H.  and  St.  J.  RR. 


LOCOMOTIVE,  TENDER  AND  RAILROAD  CAR  SPRING 


:t 


To  Railroad  Co's,  LiOcomotlTe 
Builders  and  £ng:ineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  by  those  interested.  They  have  been  exten- 
Mively  used  on  Railroads,  Steamers  and  Stationary 
B  ji'ers,  where,  from  their  accuracy,  simplicity,  and 
non-liability  to  derangement,  they  have  given  perfect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
J.nly  reliabU  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
Consulting  Engineer,  64  Broadway. 


^.^flyEL&HQJtar^^ 


THE  UNDERSIGNED,  Manufacturers  of  Locomotive,  Tender  and  Railroad  Car  Springs,  beg  leave 
to  inform  Railroad  Companies,  Locomotive  and  Car  Builders,  that  we  have  enlarged  our 
Worka,  and  are  prepared  to  execute, 

ON  THE  MOST  REASONABLE  TERMS, 

any  orders  for  LOCOMOTIVE,  TENDER  and  CAR  SPRINGS,  they  may  favor  ns  with,  OP  THE 
BEST  OP  STEEL,  all  of  which  we  have  manufactured  to  order  fi-om  SWEDE  STEEL  IRON. 

MeDAN£L  &  HORNER, 

WILMINGTON,  DELAWARB. 
AprU  16,  1863. 

We  respectf\illy  call  attention  to  testlmoniala  in  favor  of  our  Springs  from  the  following  well-known 
gentlemen  connected  with  Railroads  : —  '  .    .     ,  [ 

TESTIMONIALS. 


LoeomotlTe  Works,  Philadelphia,' ) 
1st  Septemt>er,  1852.      S 
HissBt.  MoDimL  A  HouTBR, 

Wilmington,  Del 
Oentlemen  :— In  reply  to  your  tetter  of  yesterday,  with  regard 
to  the  character  of  the  Springs  which  you  have  made  tor  the  Lo- 
comotives and  Tenders  constnicted  by  us,  we  have  much  ptea- 
sure  in  stating  that  they  have  given  entire  satisfaction,  and  we 
have  found  them,  upon  trial  with  those  made  by  others,  to  be 
superior  in  the  essential  qualities  of  elasticity  and  durability,  com- 
bined with  lightness,  the  result  of  employing  the  best  material 
only,  and  having  it  properly  manufactured. 

We  are  using  them  exclusively  under  our  Locomotives  and 
Tenders,  and  can  with  confidence  recommend  them  aa  being  su- 
perior to  any  we  have  yet  met  with. 

YouiB  reapectAiDy, 

NOKRIS,  BROTHERS. 

Macon  and  Wostern  Raihxiad,  I 
Macon,  Oct  14, 1862.      S 
Mkssrs.  MoDaxel  a  Horitrr, 

Dear  Sirs  : — This  company  have  used  the  Springs  made  by 

your  firm  for  several  years  undor  Engine,  Baggage  and  Freight 

Cars,  and  have  found  them  Miperior  to  any  I  li^ve  seen. 

Yours  rcspectftilly, 

THOS.  DOUGHERTY, 
Master  Machinist  M.  and  W.  R.  R. 

Richmond,  Va.,  November  1,  1862. 
Messrs.  McDanbl  &  Uornrr, 

It  affords  me  much  pleasure  to  say,  after  some  seven  or  eight 
years'  use  of  your  Steel  Car  Springs,  I  And  them  equal  to  any 
we  have  used,  and  have  given  entire  satisfaction. 
I  am  very  respectfully  vours, 

THOS.  SHARP, 
Sup't  R.,  F.  and  P.  B.  R. 

Petersburg,  Va.,  Sept  18, 1862. 
Messrs.  McDanel  &  Horner, 

Dear  Sirs:-  I  have  been  for  several  years  past  using  Steel 
Springs  of  your  mannlhtturc  under  a  lanre  portion  of  the  Cars 
that  I  have  t>uilt  tor  tli<>  diflt-rciit  Rullro<ids  in  thit  vicinity,  and  I 
consider  them  as  good  in  every  res|>ect  as  any  Steel  Springs  I 
have  ever  used.  Verj*  resiiectfully  yours,  etc., 

URIAH  WILLS, 
Per  Jas.  J.  LiLLZ. 


Wrought  iron  Wheels  I 

THE  SUBSCRIBER.  Sole  Agent  in  the  United 
States  for  the  Union  Foundry  in  Elogland,  it- 
prepared  to  take  orders  for,  and:o  furnish  promptly 
Wrousht  Iron  Wheels  at  a  low  cost,  of  a  superioi 
quality,  for  Railway  Cars.  These  wheels  are  ex- 
tensively used  in  England,  and  are  already  in  usf 
on  several  important  railroads  in  America.  Sam- 
ples of  them  can  be  seen  at  24  Broadway,  Ne* 
York,  and  9  Liberty  Square,  Boston. 
4t  12  WM.  BAILEY  LANG, 


This  is  to  certify  that  we  have  for  a  number  of  yean  TtMn  db- 
ing  Steel  Springs  manufactured  by  McDanel  «fe  Homer,  under  our 
LocomotivRo,  Tenders,  Passenger  and  Freight  Cars  on  the  Phil- 
adelphia, Wilmington  and  Baltimore  Railroad,  I  take  pleasure  in 
saying  that  they  have  always  given  entire  satisftictJon.  Their  du- 
rability and  elasticity  are  superior  to  any  others  that  we  have 
used,  and  can  confidently  recommend  thdr  make  of  Spring  to  aD 
Railroad  Companies,  and  otben  who  may  want  a  good  article. 

L  R  TRIMBLE, 
Geo'!  Sup't  P.,  W.  and  B.  B.  B. 

Wihningtoo,  Sept  20,  1862. 

Superintendent's  Office  Central  Railroad,  / 
Savannah,  Oa.,  October  16, 1862.     \ 
MiSSM.  MoBahsl  &  Hornbr, 

Wilmington,  Dd. 
I  have  much  pleasure  in  certifying  to  the  supeiloiity  of  yow 
Steel  Springs. 

This  company  have  for  upwards  of  two  years  had  in  constant 
use  your  Locomotive,  Tender  and  Railroad  Car  Springs,  (the  lat- 
ter in  large  numbers,)  and  we  have  Ibund  them  uniformly  well 
finished,  property  tempered  and  durable.  Our  orders  have  al- 
ways been  promptly  filled,  and  your  terms  have  t>een  moderate. 
Very  tnily  yours, 

MACPHERSON  b.  mellxn, 
General  Superinteodent 

A  considerable  nmnber  of  Engine  and  Car  Springs  were  ftir- 
nisherl  the  Pbiladrlphia  and  Reading  Railroad  several  years  since, 
by  Mr.  John  McDanel,  before  the  Company  made  such  articles 
in  their  own  workshops. 

These  Springs  proved  invariably  of  excellent  quality,  elastic 
and  durable,  and  equal  to  the  Itest  in  use  during  the  above  peri- 
od. O.  A.  NICOLLS, 
Engineer,  etc.,  Philadelphia  and  Reading  B.  B. 

Reading,  Pa.,  Sept  9, 1862. 

Macon  and  Western  Ranrood,  ) 
Macon,  Oct  11, 1852.     S 
Messrs.  MoDanxi.  &  Horkeb, 

Gents  :  This  Company  have  purchased  and  used  Car  and  En- 
gine Springs  of  your  manufacture.  They  have  heen  tested  under 
the  same  Cars  with  Springs  from  other  approved  makers,  and, 
so  far  as  appears  to  ns,  have  proved  themselves  fUlly  equal  to  any 
we  have  used.  Yours  very  resi)ectftilly, 

EMERSON  FOOTE,  Sup't 

Railroad  Iron. 

THE  undersigned,  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Rails,  of  the 
usual  pattern  and  weights,  to  be  delivered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  Metals  generally, 
through  the  medium  of  his  friends  in  London. 
For  terms,  appiv  to 

.         JOHN  H.  HICKS, 
April  1,1863.  90  Beaver  at. 
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To  Contractors. 


^BjSsej 


PROPOSALS  WILL  be  received  to  the  23(1  ol 
April  inclusive,  at  the  Engineer  offices  of  the 
Northwestern  Virginia  Railroad  in  Parkersburg, 
West  Union  and  Clarksburg,  for  the  GRADUA- 
TION and  MASONRY  of  about  60  sections,  av- 
eraging 1  mile  each,  of  the  road.  The  work  will 
be  mostly  of  the  lighter  kind,  but  embracing  many 
sections  of  good  size  and  some  bridge  masonry  and 
tunnelling.  There  are  103  sections  upon  the  road, 
of  which  upwards  of  40  are  under  contract.  The 
route  to  and  along  the  line  is  easy — the  Baltimore 
and  Ohio  Railroad,  the  Ohio  River,  and  the  North- 
western Turnpike,  rendering  it  very  accessible  at 
all  points. 

Specifications  will  be  distributed  from  the  offices 
named,  and  also  from  Fetterman  on  the  Baltimore 
and  Ohio  Railroad,  near  the  east  end  of  the  line,  on 
and  after  the  llth  of  April.  Bidders  must  be  well 
recommended,  and  will  state  what  other  work  they 
may  have  in  hand. 

By  order  of  the  President  and  Directors. 

BENJ.  H.  LATROBE, 
■     v'  Chief  Engineer. 

Baltimore,  March  9th,  1853. 

Notice  to  Contractors. 


Mississippi  and  Atlantic  Railroad,  from  Terre 
Haute  to  St.  Louis  Letting.— Sealed  propo- 
sals, will  be  received  at  the  office  of  the  Company, 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  I5th  day  of  May,  1853,  at 
sundown,  for  the  grading  and  masonry  from  Terre 
Haute,  Indiana,  to  Pocahontas,  Illinois,  (124  miles) 
and  for  the  bridge  across  the  Wabash  River. 

Propositions  will  also  be  received  until  and  on  the 
15th  day  of  June,  1853,  at  sundown,  ateiiher  of  the 
above  named  offices,  for  the  grading  and  masonry 
irom  Pocahontas  to  Caseyviile,  (30  miles.) 

Proposals  will  be  preferred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  be  re* 
ceived  and  considered  for  sections  of  ten,  fifteen  and 
twenty  miles. 

The  Company  reserves  the  right  to  accept  of 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  ail  propositions  as  they  may  think 
proper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  for  two  weeks  previous  to  the 
letting.  John  Brouqh,  Presiaent. 

S.  DwiGBT  Eaton,  Engineer. 

Terre  Haute,  Ind.,  March  I,  1853. 

Brass  Tubes  for  Locomotive  & 
Marine  Boilers. 

THE  undersigned,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  Messrs. 
Allen,  Everett  &  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  1  hcse 
Tubes  are  found  to  answer  well,  and  &re  now  in  most 
eeneral  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out,  realize  about  half  the  amount 
for  old  metal.  For  further  particulars  and  inpeciion 
of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
March  ?il.  1»53. 90  Reaver  tH. 

Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  Clinton  line  railroad  company,  in 
Hudson,  Ohio,  until  the  20th  day  of  May  next,  for 
the  grading,  masonry,  bridging  and  superstructure 
of  their  entire  road,  from  Hudson  to  the  Pennsyl- 
vania state  line. 

Plans,  profiles,  and  specifications  will  be  exhib- 
ited, and  all  requisite  information  given,  at  the 
office  of  the  company,  in  Hudson,  on  and  after  the 
10th  day  of  May  next. 
By  order  of  the  board  of  directors. 
H.  N.  DAY,  president. 
W.  B.  BRINSMADE,  engineer. 
Hudson,  March  29, 1868. 


Gooch's  Patent  Steel  Tires. 
Haisht  roandry  Co., 


BROCK  MILLS  FORQE, 
aOUi  IUNUri.CTCB£BS. 


/^  lOROl  WOODWARD,  10  Ferry  Street,  Nete  Yotk.  Wr 
\jr  agenttatbe  Haioh-  Foc»drt  Comp't,  offer*  their  ma  k«' 
orGooOH'a  Patbitt  Stkl  Tirbs  ;  Charcoal  Iron  Tires,  tiit- 
iibed  or  in  the  roug*,  superior  to  any  other  EnKlisti  l>l■.\^^<•  h>r 
hsrdnw  «nd  eodurapce  ;  Wboi;obt  Iron  Driving  Wiieki.!>. 
Axlea,  and  erwy  deacription  of  forcing!*,  at  tlie  lowest  &culc  ot 
priow  commenMrate  with  the  high  character  of  tlie  iiiateri«l 
and  Workmaiwhlp. 

Oas  Cawbl  and  Coal,  mipplied,  to  order,  direct  from  the 
OlSM>W  and  SwiHLBT  mines,  of  the  most  8uperii>r  quality. 

H«w-Tork,  81  March,  1853. 

Hoole,  Staniforth  &  Co., 

MINERVA  WORKS, 

SHEFPIFLD, 
Steel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ine  and  Machme  Files ; 

Locomotive  Engine,  Railway  Carriaee  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stantly on  hand  by  RICHARD  MAKIN, 
Agent  for  the  Manufaciurert, 
43  24  Broadwmy. 


FORGING  S. 

AXLBS,  SHAPTINO,  AND  OTHER  VOROINOS  from  the 
GLBNDON  FORQES,  for  sale  by 

GEORGE 


GARDNER  <fe  CO., 


Mansh  0,1868. 


NAYLOR    &,    CO., 

RIAIfVFACTL'RERS  OF  §T£EIi, 

AT  SHEFFIELD,  ENGLAND, 

HAVE  on  hand  at  their  principle  depots. 
No.  9fl  and  101  John  Street,  New  York, 
No.  11  Liberty  Square,  Boston, 
No.  11  Commerce  Street,  Philadelphia, 
A  large  assortment  of  CAST,  SHEAR,  GERMAN  BLISTKB 
AND  SPRING  STEEL,  of  different  quaUUes  adapted  to  the 
Tarioiu  purposes  for  wtiich  St«el  it  usiBd. 
March,  28, 1853. 


Pease  &  Murphy, 
FULTON    IRON    WORKS, 

FOOT  of  Cherry  St.,  E.  R.    Office,  27  Corlear 
corner  of  Cherry  st.    Manufacturers  of  Lan 
and  Marine  Engines. 

N.  B.     Engines  and  Boilers  repaired.  6tf 


Fulton  Car  Man«faetory, 

CINCINNATI,  OHIO. 

GEORGE  KECK  would  respectfully  call  the  at- 
tention of  Railroad  Companies  in  the  West  and 
South  to  his  estlbllshment  at  Cincittnati.  His  facil- 
ities for  manufacturing  are  extensive,  and  the  means 
of  transportation  to  dinerent  points  speedy  and  econ- 
omical. He  is  prepared  to  execute  to  order,  on  short 
notice.  Eight- wheeled  Passenger  Csrs  of  the  most  su- 
perior descriptiota.  Open  and  Coveied  Freignt  Cars, 
Four  or  Eight-wheel  Crank  and  Lever  Hand  Cars, 
i'rucks.  Wheels  and  Axles,  and  Railroad  Work  gen- 
erally. 
Cincinnati,  Okio,  February  9,  1863.  > 


£tna  Safety  Fuse. 

THIS  superiof  article  for  igniting  the  charge  in  wet 
or  dry  blastitig,  made  with  DU  FONTS  beet  pow- 
der, is  kept  for  sile  at  the  office  and  depot  of 

RfiYltOL.D9  &  BROTHER, 

I^So^  ManufactureT$,£i  j 

JNo.  85  Liberty  Sll 
f  NEW  YORK.  T  ' 

And  in  the  principal  cities  and  townii  in  the  U.  States. 
O"  The  Prertium   of  the  AMERICAN  INSTI- 
TUTE WHS  awarded  to  the  Etna  Sc^ety  fhut  at  the 
late  Fair  held!  n  this  city. 


^ 
G^ 


Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON,     j 
orrxita  his  skbvicxs  rba  thb  ^ 

PURCHASE  AND  SALE  OF 

AMERICAN    SFCURITIFS, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  tke  Purchase  and  Inspection  of 

Railroad  Iron,  Clialrs,  or 

any  kind  of  Machinery.  , 

REFEIRENCES: 

Messrs  Palm^,  McKillop,  Dentidfc  Co.,  Londoa. 
"        Qeorge  Peab<jdv  dfc  Co,  London.  < 

"       Curtis,  Bouve  &  Co,  Boaton.  I 

Richard  Irvin,  Esq.,  New  York. 

Robert  RalsiOn,  Esq ,  Philxdelpkia. 

0.  C.  Jamies^n.  Esq.,  Bali 


Notiee. 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
(Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Gu-ard  buildmg,  No.  60  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  In  all  its  branches,  in  a  superior 
manner.  Having  the  best  artists  and  workmen 
employed,  he  can  freely  warrant  his  work  as  equal 
to  any  in  the  trade. 

Publishers,  civil  engineers,  machinists,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch 

^   ..      DAVID  CHIIJ.A8, 
ApX  Im  60  South  Third  ttnei. 


Virginia,  Locomotive  and  Car 
Works. 

Wolfe  Street  ahd  River  Potomac,  Alexandria  V» 
SMITH  4   PERKINS,  Proprietors. 

MANUFACTCRE 

Locomotive  Engines  and  Tenders. 

Marine  and  Stationary  Engines  and  Boilers. 

Chilled  Car  Wheels  and  Axles 

Patent  Chilled  and  Wrought  Slip-tire.  j 

Machinery  and  Castings  genemlly. 

The  undersigned  having  erected  very  extensive 
shops,  and  procured  the  most  modem  machinery 
and  tools,  are  prepared  to  execute  orders  lor  Loco- 
motive Engines,  Cars,  and  Machinery  of  aJl  kinds, 
with  despatch,  and  on  the  must  lavorabie  terms 
R.  C.  SMITH,  ; 

Lz  t<of  the  Alexandria  iron  Works. 
THATCHER  PERKINS, 
Uate  Master  ol  Machinery  on  the  Bait.  A,  O  fi_B- 

Julvga  last i  ' 

I  CAUTION^  ' 

Indta-iiibber  Car  Springs. 

AN  advertisement  having  lately  appeared  in  the 
put'-- -'-      .-»•--- 


havins 
public  papers,  signed  H.  H. ' 


...-.-,  -  Day    claiming  to 

have  received  trom  the  American  Institute,  thepre- 
mium  for  the  bast  India-rubber  Car  Spring,  the  sub- 
scribers think  it  well  for  the  satistaction  of  their 
friends  and  those  interested,  as  weU  as  for  the  pur 
pose  of  exposii^g  false  statements,  to  publish  the  fol- 
lowing Diploma,  lately  av^arded  to  F.  M.  RAY  the 
inventor  ot  the  Spring.  The  ori^nal  of  which' can 
be  seen  at  the  office  of  the  company.  No.  104  Broad- 
way, New  York. 

Diploma— Awarded  by  the  American  Institute  to 
F.  M.  RAY,  for  the  beat  India  rubber  Car  Spring. 
A  Grold  Medal  having  been  before  awarded 

Signed,  JAMES  TALLMADGE, 

«.T  «  T,  Premtent. 

N.  Mucw,  Recording  Sec'y. 

Adoniram  Chaudlkb,  Cor'g.  Sec'jr.       ^  -       -  I 

NeiD   York,  Oct.,  1861. 

New  England  Car  Spring  Co.,  No.  104  Broadwar 

e«r  Vnrk.  7rf  « 


/ 
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RAILROAD   CONTRACTS. 

mmmm 

THE  MOBILE  AJND  OHIO  RAILROAD  CO. 

BEREBT  OFFER  FOR  CONTRACT  THE 

GRADUATION,  MASONRY  AND  BRIDGING 

OP  67  miles  more  of  their  road  in  North  Missis- 
sippi, extending  I'rom  the  North  line  of  Chick- 
asaw County,  to  the  Teaoessee  Siaie  Line,  and 
ptassing  through  Itawamba  and  Tishamingo  Coun- 
ties. 

Also,  118|  miles  more  of  said  road  in  the  western 
District  ot  Tennessee,  and  passing  through  Mc 
Nairy,  Henderson,  Madison,  Gibson  and  Obion 
Counties. 

The  Line  will  be  ready  for  inspection  in  Ten- 
nessee on  and  after  the  1st  of  March,  and  in  Missis- 
sippi OD  and  alter  25th  of  March  next. 

Plans,  profiltfs  and  specifications  will  be  exhibit- 
ed, proposals  received  under  seal,  and  contracts 
made  at  the  following  times  and  places,  to  wit.: 
March  lOlh  to  19th  inclusive,  at  Trenton,  for  Line 

through  Abion  and  Gibson  Counties. 
March  20ih  tu  30ih,  inclusive,  at  Jackson,  for  line 
through  Madison,  Henderson  and  McNai- 
ry  counties., 
April  5th  to  I5th,  inclusive,  at  Carrolville,  Tisha- 
mingo county,  Miss.,  for  line  through  Ita- 
wamba and  Tishamingo  counties. 

Profiles  can  be  seen,  and  other  information  ob- 
tained, as  follows: — Alter  Isl  of  March: 

At  Trenton,  of  Doct.  Hess,  Agent.  ^ 

At  Jackson,  of  Mr.  Stevens,  Engineer. 
And  after  25th  March, 

At  Carrolville,  of  the  Resident  Engineer. 

Some  portions  of  the  185i  miles  now  offered  for 
contracts,  are  heavy  cuttings  and  fillings,  and  the 
whole  line  very  desirable  work:  the  light  grad- 
ings  being,  mostly  from  side  burrowing:  the 
.ine  occupies  the  high,  rolling  and  healthy  country 
intermediate  between  the  Mississippi  and  Tennes- 
see rivers,  by  both  of  which  rivers  easy  access  can 
be  had  to  all  points  ot  the  work,  by  an  average  land 
travel  of  12  to  40  miles.  Within  a  short  time  af- 
ter this  letting,  39  miles  more  and  the  last  of  the 
main  road  wilt  be  ready  for  contract,  together  with 
about  100  miles  of  branch  roads. 

The  attention  of  Contractors  is  invited  to  the 
work,  Obeon,  described  as  most  advantageous  for 
their  profitable  employment,  in  consequence  of  the 
alluvial  character  of  the  country,  low  price  of  pro- 
visions and  animals,  and  a  very  temperate  and  sa- 
lubrious climate. 

JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 

New  York.  January  28,  1853. 


PATENT 
Locomotive    Steam   Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES.  ^ 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &,  Lowell, 
Fall  Kiver,  Vt.  Vallev,  Vt.  and  Mass.,  Old  Colony, 
Mew  York  and  New  Haven,  Providence,  Hartfora 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie, 
Boston  ai;d  Worcester,  Connecticut  River.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  sale  by 

BRIDGES  &  BROTHER,  Agts., 
64  Courtland  St.  Ji-'ew  York. 
January  20,  1863. 

~  IRON.  '      ~J 

Pierson  &  Co.. 

24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCOMOTIVE  and  CAR  BUILD 
ERS,  and  RAILROAD  MACHINE  SHOPS  ;  also, 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
6l«>eL 

Locomotive  Cranks,  Axles,  Tires  and  Ture  Bars,  of 
he  B.  O.  LOWMOOR,  and  other  approved  makes, 
mported  to  ordar  on  tha  moat  favorable  terma. 


The  American  Railroad  Cliair 
Manufactaringr  Co. 

IN  POUGHKEEPSIE,  N.  Y., 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wbocoht  Ison  Chaib,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ot  the 
chair  being  set,  by  means  of  a  sledge  or  hammer, 
close  and  firmly  to  the  fianee  of  the  rail. 

The  less  thickness  of  metal  necessary  in  the  Wrotight 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  ot  Cast  Ibom  Chaibs. 

Our  Chair«  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  bv 
machinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chair«  are  in  uso  on  the  following  Roads,  viz: 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buffalo  and  Rochester,      Tioga,  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepaie,  N.  Y. 
January  1, 1853. 


IMPROVED  SAFETY  FUSE 

Tills  su|>erior  article,  manufactured  of  tbe  l>est  matarial, 
for  i^iiting  the  charge  when  blasting,  ia  kept  for  sale  ia 
any  «iuantity  by 

BRIDGES  Sl  brother, 

64  COURTLAND  STREET, 

NEW     YORK. 


ft  ».»..p 
ISHEFFIELD,  EIVQIiAIVD, 

IKEannfiictiirers  of 

WARRANTKD  Cast  Steel  of  superior  quality  for  TooIl 
Machinery  and  Engineering  purposes.  Single  and 
Double  Shear,  Blister,  Oerman,  Spring  and  Sheet  Steel  of  aveiy 
descriptioD ;  also.  Cast  Steel  Files  of  high  repuUtion,  meeially 
adapted  for  the  use  of  Machinists,  and  Sawa  and  S4ge  Tools  d 
all  kinds. 

Corporate  nark       rv.-A^^% 

USB 

OHAS.  CONORKYB,  Afeot, 
M  Maiden- lane,  Nsw  lock. 
Stocks  of  the  above  goods  coostanUy  on  hand. 
January  12,  1863. 


Railroad  Iron. 

K^W^^  TONS  Beat  StafiTordshire  Bails  for 


by 


mc 


sale  on  early  delivery  in  Liverpool 
NAYLOR  Sl  CO.,    jT 
99  Joha  st(«et. 


Lightner's  Patent  Axle  Boxes, 

FOR  RAILROAD  CARS- 

THE  attention  of  those  engaged  in  building  and  using  Kail- 
road  Cars  ia  called  to  this 

Patent  Axle  Box, 

As  possessing  numerous  advantages  over  all  others,  tvoaof 
Which  we  enumerate  the  followiinf  :— 

1st.  The  original  cost  is  much  less. 

2nd.  It  saves  seventy-flve  per  cent  in  oil. 

trd.  Mo  (lust  can  gain  access  to  the  Journals, 

4th.  It  prevents  all  iK)Si!ibility  of  "  heating." 

5tb.  Cars  fUrnishoO  with  them  run  much  easier,  and  require 
leas  power  to  move  them. 

6th.  Its  construction  is  simple— not  liable  to  become  loose 
by  service,  and  allows  a  fTeo  inspection  of  the  Journals  and 
boxes. 

7th.  The  bearings  ofnn  eight  wheel  LOADED  car,  can  b«  re- 
moved from  the  journals  wtiiln  under  the  car,  and  returned  b 

less  than  half  an  hour,  by  ONE  man. 

8th.  The  trucks  and  wheels  are  fTee  (h>in  oil  and  dirt, 
usually  seen  ou  Railroad  Cars. 

The  following  Testimonials  are  submitted  : — 

This  certifies  that  I  have  l>eeD  particular  in  comparing  and 
testing  the  Patent  boxes  of  John  Lighincr,  for  one  year,  with 
the  various  other  boxes  in  uso  upon  the  Old  Colony  Bailruad. 
I  do  not  hesitate  in  pronouncing  Mr.  Lightner's  boxes  fkr 
superior  in  every  resinsct  to  any  other  boxes  in  use.  We  find 
the  consumption  of  oil  to  be  but  one  quart  per  month  for  each 
eight  wheel  car ;  this  being  the  quantity  with  which  they  are 
replenished  regularly  once  a  month.  The  Journal  and  oil  is 
perfectly  secure  ft-om  dust,  and  after  one  year's  hard  service, 
the  composition  twzes  or  bearings  exhibit  no  apparent  wear. 
I  think  the  bearings  will  run  three  times  the  distance  in 
Lightner's  that  they  will  in  any  other  box  in  use  ;  l>esides,  the 
cars  are  not  detained  from  the  road  for  repairs  ct  iMzea. 

The  bearings  may  be  removed  from  the  Journals  of  an  eight 
wheel  car,  examined  and  returned  to  their  places,  by  one  man, 
occupying  but  twenty  minutes,  which  would  require  two  men, 
half  a  day,  with  the  common  boxes  in  use  in  New  England. 

For  economy  and  convenience,  Mr.  Lightner's  patent  axle 
boxes  excel  any  thing  which  has  tiitherto  been  applied  to  Bail- 
way  Cars. 

Slpied,  PAGE  LOVEJOT, 

Supt  Car  Building  and  Bepairs  Old  Colony  B.  B.  Co. 

I  fully  concur  in  the  opinions  above  expressed,  having 
thoroughly  tested  the  merits  of  J.  Lightner's  patent  l>ozes 
upon  tenders  of  Locomotives  of  the  Old  Colony  Railroad. 

S.  M.  CUMMINO&, 
Supt.  Motive  Power  Old  Colony  Railroad. 

OrriOB  or  tbb  Vitobburo  axd  Wobcbstbk  R.  R.  > 
Yitchburg,  June  3nd,  U52.         \ 

Mr.  JOHB  LlOBTIBB, 

Doar  Sir,— Your  Patent  Axle  Box  has  been  In  use  upon  our 
Railroad  during  the  last  year  and  has  given  entire  satiaTaction. 
We  find  our  Engines  and  Cars  require  much  less  power  to 
move  them,  than  others  not  (umished  with  this  l>o^  and  the 
saving  in  oil  is  very  great 

Our  freight  Cars  run  upon  connecting  roads,  and  are  some- 
times beyond  our  control ;  therefore  as  a  matter  of  safety,  we 
have  the  boxes  exuniincU  once  a  month,  and  oiled  if  necessary, 
the  quantity  of  oil  required  is  small. 

Our  Passenger  and  Baggage  Cars,  which  are  in  constant  use, 
nx\  nine  hundred  miles  |>er  week.  We  find  it  necessary  to  oil 
them  only  once  in  three  raontha  In  one  or  two  instances, 
they  have  run  more  than  sixteen  thousand  miles,  without  t>eing 
oiled  or  sustaining  any  injury. 

Yours  Respectfully, 

IVERS  PHILLIPS,  Pretidenl. 

Ths  subscriber,  begs  leave  to  suggest  to  all  Railroad  Corpo- 
rations (new  or  old)  the  importance  of  an  EARLY  application 
of  this  valuable  improvement,  to  their  MEW  CARS,  WHILE 
IN  PROCESS  OF  CONSTRUCTION  ;  as  thereby  much  deten- 
tion of  cars,  anil  great  expen^^e  will  be  avoided. 

Models  and  Testimony  of  the  above  Boxes,  may  be  examined, 
and  arrangements  may  be  made  for  the  Right  to  use  the  oame, 
with  the  But)scrit>er. 

WM.  SHERBURNE, 

Pri.ncipal  Agbnt, 
Office,  No.  167  Broadway,  New  York. 
March  20,  IR.'i.l 

HAMMERED  GAR. 

AND 

LOOOI^OTIVB  A2LBS, 

rROni  TBB  PBNOOTD  IRON  WORXS. 

THE  Subscribers  aro  prepared  to  manufacture  the  above  of 
the  very  BEST  materials  an<l  with  promptness. 

Addre.s.s  A.  &  P.  ROBERTS, 
Office,  No.  80  1-2  Walnut  St.,  Philadelphia. 
March  26, 1853. 


FOR  SALE. 

rpWO  Sixty  Horse  Power  Steam  Eni^iDPS,  wfU» 

X.    eig;ht    boilers,  suitable  lor    Blast    Furnace, 

Pumping,  or  Mining;  formerly  used  by  the  State 

of  Pennsylvania  on  the  Schuylkill  Inclined  Plane, 

near  Philadelphia,  (where  they  may  now  be  seen.) 

Apply  to  A.  &  J.  ROBERTS, 

No.  80|  Walnut  Street,  Philadelphia. 


^B!P!?Pi?^!P»!WP!P!W«,  '■Jmf  L.wK^i'.ui  .».'7'?i,i^,A«ij;|if  i,_jp|ii|iinyuyjni^i*spjL^i?,i 
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Notice  to  Contractors. 

Office  N.  O.,  Opelousas  &  Grsat 
Western  Railroad  Co., 

New  Orleans,  March  bUi,  1853. 

SEALED  PROPOSALS  will  be  received  at 
this  office,  until  the  lOih  of  May  next,  lor  the 
coostruction  of  that  portion  of  the  road  between 
Bayou  Lafuurche  and  Berwick's  Bay,  a  di&taoce 
of  31  miles  j  also  Irom  Berwick's  Bay  to  Wash 
ington,  92  miles,  including  a  branch  road  of  18 
miles.  Proposals  will  be  made  fgr  the  entire  com- 
pletion of  the  road,  (except  furnishing  iron.) 

References  of  ability,  and  security,  will  be  re- 
quired. 

Plans  and  specifications  of  the  work  to  be  seen 
at  this  office,  after  the  lOih  of  April. 

JAMES  G.  GIBBES,  Chief  Engineer. 

Locomotive  Engines. 

DANFORTH,  COOK  &  CO., 

HAVING  erected  an  extensive  Shop,  with  the  most  ap- 
proved Machinery  and  Tools,  are  prepared  to  execute 
orders  for  the  various  classes  of  Freieht  and  Passenger  Loco- 
motive Engine*  and  Tenders,  in  th«  best  manner  and  on  the 
most  favorable  terms. 

Also,  8tatioiiar>'  Engines,  and  the  various  TooI»  suitable  tor 
furnishing  Repair  Shops. 

The  business  of  Machine  making,  heretofore  carried  on  by 
Charles  Danforth  it  Co.,  is  continued  by  the  present  firm,  and 
all  orders  will  receive  prompt  atteulion.  Iy49 


BOTTLING  TIRE  BARS. 

40  Bast  flange  Bara  6  1-2x2  inches,  11  feet  long. 
40  »  6 1-2x2      «         7  feet  8  in.  long. 

40     <*    riat        "     8x2  "      11  feat  Icmg. 

40  "  0x2  "        7  feet  8  In.  long. 

Now  in  atora  and  for  aale  by 

KATMONI)  h.  XT7LLEBT0N, 
45  Cliff  atraet. 


Iron,  Steel  and  Hardware. 

S.  &  J.  HOrZZITS, 
93  &  96  Barclay  St., 

IMPORTERS  OF  ENGLISH  and  REFINED  IRON  of  the 
BEST  BRANDS,  suitable  for  LOCOMOTITK  and  CAK 
BUILDERS'  use. 

Also,  Cast,  Spring  and  German  Steel,  of  all  sizes— together 
with  a  (Ull  assortment  of  Hardware — Contractors  and  Black- 
s.'niths'  Tools,  Chains,  etc,  which  we  (rffer  at  the  loaraat  rataa. 
•March  0, 1853. 

Bufiklo  Car  Works. 

TOWNSZJND  &  COrr,  Proprietors. 

WE  are  now  erecting  an  extensive  Establishment  for  the 
manufacture  of  Railroad  Ciirr^,  which  will  be  ftimished 
with  all  the  conveuiences  known  to  the  business,  and  ready  for 
operation  by  the  1st  day  of  June  next,  at  which  time  we  will 
be  ready  to  execute  orders  for  Bajfiptge,  Box,  Platfvirm  and 
Cattle  Cars,  of  the  nios-t  approved  style  and  finiah.  Meantime 
we  are  prepared  to  make  contracts  for  work  to  be  furaiahed 
during  the  summer  and  full. 

TOWNSEND  tc.  COIT,  Buflklo. 
February  23, 1853. 


Alton,  Mt.  Carmel  and  New 
Albany  Railroad. 

NOTICE  is  hereby  given,  that  there  are  no 
Bonds  of  this  company  in  circulation,  as  the 
books  of  this  company  will  testify  that  no  bonds 
have  ever  been  issued  or  authorized. 

And,  as  all  the  stock  formerly  subscribed  on  the 
books  of  this  company  was,  on  the  4th  and  18th  of 
December,  1852.  sold  by  the  sheriff,  under  execu- 
tions issuing  from  the  Circuit  Court  of  Edwards 
county,  Illinois,  and  was  by  the  purchasers  at  such 
sales,  or  by  their  assignees,  surrendered  to  the 
present  board  of  directors,  on  the  29th  of  January, 
1853  :  Ml  Certificates  of  Stock  bearing  date  previous 
to  that  time  are  worthless. 

It  having  been  reported,  that  bonds  and  certifi- 
cates of  stock  ol  this  company  have  been  offered 
for  sale  or  pledge  by  parties  formerly  connected 
with  this  compa/\y,the  board  have  thought  it  right 
thua  to  put  the  public  on  their  guard. 

*     P.B.THOMPSON, 
Prest.  Mt.  C.  4-  N.  A.  R.R.  Co. 
Samcel  TflOHPaoN,  M.  D., 

Sec'y  to  the  Board. 
March  Tth,  1S53.  ImlS 


A.  Whitney  &  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chilled  Railroad  Wheels 
for  Cars  and  LocomotiveB.  Also  furnish  Wheela 
fitted  complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  31tf 


RAILROAD  CAR 

AIVD  COACH  TRlIlllflIM«8. 

Doremai  &,  Nixon, 

18  mflDMLT  8TSZET. 

UnPOltTERS  ' 

OF  PLAIN  AND  FIGURED  MOHAIR  PLUSH; 

Printed  and  TTneiit  4o.  Ao.  entirely  n«v  dadgni ; 
ALSO  eERMAN  Oli  CLOTHS  fOB  HEAD  LUIUI6S, 

Enameled  with  Oold  and  SilTer  and  Velret  Priotad. 

SCVTbese  Headinn  are  the  most  beautiful  ever  ihown, 
naving  been  made  expressly  for  American  Cars. 
D.  de  N.  are  sole  Agents. 
ALSO,  PATENT  PARIS  COTTON  FBLT. 

^cy  This  is  a  patented  article,  makes  a  better  and  more 
desirable  cuahion  than  hair ;  retains  its  elasticity 
longer,  and  is  free  from  vermin. 

It  is  being  extensively  nsed  by  Car  end  Omnibna 
builders,  and  is  sold  at  about  half  the  price  of 
curled  hair. 

ALSO,  BROOATBLLES  and  MOQnirrT& 

ALAO,  CVRUBD  HAIB. 

N.  B.— We  have  the  Plash  and  Linings  m  bond 
rar  CKMvtatwwi. 

DOBEnnJS  de  If  DLON. 

Movember.  I8S2 


To  Railiioad  Companies,  Car 
Bnilders,  Maeliinlst^,  etc. 

SlNGEjl,  HARTMAN  &  CO., 

SHEPFIEL9  IRON    AND   STEEL  WORKS, 

J  PITTSBURG,  P». 
Warehouse  rfoe.  119  Water,  aod  140  Front  sts. 

HAVING  c<Bnpleted  their  arrangements  for  man- 
ufacturing Car  and  Locomotive  Axle8,  Piston 
Rods,  Wrought  Iron  Shaitin^,etc.,  either  hammered 
or  rolled,  are  prepared  tc  ofler  inducements  aa  lo  qual- 
ity and  price.    They  also  manufacture 
Boiler  Plate  and  Rivets, 
Railroad  and  Boat  Spikes,  i 

Car  and  Locomove  Spiingi^     J 

~  eel. 


Spring  Ste 


Solid  Box  Vices,  etc.,  etc. 


16t7» 


SIMEON  DRAPER,  No.  46  Piiie-Bt.,  offers  for  sale,  a  variety 
of  RAILROAD  BONDS  and  STOCKS  ;  also  CITY,  TOWN 
aad  COUNTY  BONDS,  amoiiK  which  are— 
lat  Mortgage  Convertible  Bonds : 

Payable  «♦» 
7  per  ct. — Buffalo,  Coming  and  New  York 

B.  R Jiew  York,  1867 

7  per  ct.— WcBteru  Vermont  R.  R "      1861-71 

7  perct. — ColumbuB,  Piqua  and  IiidUna.  .  .        "  1862 

7  per  ct. — Catawi:^^a,  Williamsport  and  Srie.         "  1867 

8  perct. — Peoria  ami  Oniiuwka "  1863 

6  per  cL — Maysvillc  innl  Lcxiugtuii "  1870 

6  perct. — Daupltiiiaiid&iuquetwniiuCoalCo.         "  1877 

1st  Mortgage  liunds : 

7  per  ct. — Corning  &.  Blossburg "  1873 

7  per  ct.— Buffalo  and  New  York  City "  1866 

7  per  ct— Miinstield  and  Sandusky "  1860 

7  per  ct. — Toledo,  Norwalk  and  Cleveland.  .  "  1861 

7  per  ct— Vermont  Valley "  1861 

7  per  ct— New  Jersey  Central "  1860-70 

7  per  ct — Brunswick  Canal  Co "  1867 

7  per  ct— Troy  and  BenningtoH. Troy,  N.Y.  1862 

Alao,  aecond  Mortgage  bonds  of  many  of  the  at>ove  companies, 
and— 
7  per  ct— Saratoga  and  Washington  B.   B.New  York,  1862 

7  per  ct— Troy  and  Boston. "  1864 

7  per  ct — Muscogee  Railroad Savannah,   186:! 

7  per  ct— Huron  and  Oxford New  York,  1862 

10  per  ct— Mansfield  and  Sandusky  R.  R.  Co.        "      1866-67 
7  per  ct— Township  of  Portland,  Ohio.  ...        "  1862 

7  per  ct— City  of  Dayton,  Ohio,  guaranteed  by 

Mad  River  R.  R. "  1861 

10  per  ct— City  of  Keokuk,  Iowa. Keokuk,  1863 

7  per  ct — Town  of  Huron,  Erie  county,  Ohio.    Huron,    1861 

7  per  ct— Town  of  Newark,  O New  York,  1860 

7  per  ct — City  of  Sandusky,  convertible  into 

Junction  R.  R.  Stock. "  1866 

7  per  ct— Stale  of  California '•      1862-72 

7  per  ct — Mortgage    bonds  of  the  AUantic 

Steamship  Co. "  1856 

12  per  ct — Improvement  Scrip  of  the  State  of  i 

Wisconsin   for   improvemeot  of  'I 

Fox  River "  1862 

Rutland  and  Whitebali  Stock,  with  guarantee  of  7  per  cent 
dividend  by  Saratoga  and  Washington  Railroad.  j 

Stock  in  the  Western  Vermont  B.  B.  Co.  [| 

Stock  in  the  Mad  Biver  R.  R.  Co. 
Stock  in  the  Buffalo,  Coming  and  New  York  R.  R.  Co. 
Stock  in  the  Mansteld  and  Sandusky  R.  B.  Co. 
Stock  in  tho  New  York  and  Virginia  Mail  Steamship 
Company,  paying  20  per  cent  dividends. 


Tbe  Cold  Springr  Iron  Worlds 

INCORPORATED  IN  I84a 

IN  the  Town  of  Otis.  County  Berkshire,  Massachu- 
setts, manufactures  CAK  AXLES,  and  all  kinds 
of  WROUGHt  IRON  used  in  ttie  manufacture  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON  of 
all  de8cription&.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  being 
situated  in  a  Region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  confident  they  can  furnieh  an  article  equal, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  They  sohcit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  be  promptly  attended  to  :  and  execut- 
ed on  terms  as  advantageous  a*  can  be  had  elaewhere. 

Thev  refer  to— 
John  KinsmaO,  Esq.,  Superintendent  Eastern  Rail- 
road, Salem.  Mass. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Conn, 
fi.  T.  Osbom,  ^aq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  Citv.  Ohio 
W.  W.  Wetherell,  Car  Builder,  •'  " 

Addtess  HENRY  JiELLUS,  Agent, 

Boston,  Mass. 
or,  GEO.  W  PRESCOTT,  Sup\ 
Oiisa,  Mass. 
November  1^1862. 


Toledo,  Norwalk  Und  Cleve- 
land Railroad. 

OPEN  through,  compleung  the  last  Unk  in  the  chain 
of  Railroa#s  between  New  York,  Boston,  PUia- 
delphia,  Baltimore,  Washington  Oity  and  Chicago. 


m. 


On  atid  after  Monday, February  7, 
1853,  Passenger  Trains  will  rim 


SLil 

T)  AJtS,  BODS,  BAND  IBON,  etc^  fi>r  sale  by 


To  Surveyors  and  Engineers. 

A  MAN  of  science,  and  thoroughly  acquainted 
with  surveying  and  civil  engineering,  witches 
a  situatioa  with  some  good  practical  engineer. 
Address  "  H.  W.,"  this  office.  3*12^ 


aaily  (Sundays  excepted)  as  follows: 

Leave  Toledo  at  9  A.  M.  and  10  P.  M. 
Leave  Cle|reland  at  9.20  A.  M.  and  9  P.  M. 
CONNECTING 

At  Toledo  with  trains  of  Michigan  Southern  Rail 
road,  for  Chicago  and  the  West. 

At  Bellevue  with  trains  of  Mad  River  and  Lake  Erie 
Road,  for  Sandusky  City,  Dayton,  Indianapohs, 
Cincinnati,  e<c. 

At  Monroevillb  with  Mansfield  and  Sandusky  City 
Road,  for  Sandusky  City,  Shelby  Junction,  Co- 
lumbus, Newark  and  Zanesvlile. 

At  Grafton  with  Cleveland.  Columbus  and  Cincinna- 
ti Road,  for  Shelby  Junction,  Columbus  and 
Cincinnati 

At  Cleve  an  i  i^ith  Lake  Shore  Road,  via  Dunkirk, 
for  New  York  and  B«8ton,  via  Butialo,  for  New 
York  and  Albany  and  lor  Wettern  Road  and  Bos- 
ton, with  Cleveland  and  Piiisburg  Koad  for 
Pittsburg,  WlieeUng,  Philaoelphia,  Baltimore,  & 
Washington  City. 

I              E.  B.  PHILLIPS,  Sup»t. 
Office  T..N.I4,C.R.R.,>                             ^ 
Norwalk,  P..  ^eb.  2  I8S3.  (         


Iron  for  MaclUnlsts. 

THE  SUBSCRIBERS, 

IMPORTERS  AND   DEALERS  IN 

IRON  AND  SIEEL, 

HAVE  con^antly  on  hand  a  good  assortment  of 
Iron  and  Bteel,  expressly  a(upted  tu  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS 

AND    M4.CHINISTS    (SENEKALLY. 
ELLIOTT  &  HULDEN, 
Feb.  16,  186|. 90  Beekman  st ,  N  V. 


Fire  Brlelts. 

SCOTCH  Pstent— for  sale  in  lou  to  suit  purchas* 
ers,  by  G.  O.  ROBERTSON, 

136  Water  street,  oomer  of  Pine, 
Iiov«mhor  19|  19(2.  Nf w  Y«k. 
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AMERICAN    RAILROAD    JOURNAL. 


CA^H ART'S    IMPROVED    TURNTABLE. 


THFS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarauiied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  plac^  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former 
ly  SI, 300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars,: 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  E^q.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Trass,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  cranK  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  ioches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14,  1853. 


LOW  MOOR  AXLES, 

A  SUPER! OR  Article  tor  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LA.n6,  9  Liberty  Square,  Boston,  and  24  Broadway, 


New  Tork. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchasing  Rich 
ardaon's  Patent  Oil  Cups,  or  therignt  to  use  the  same, 
except  of  the  undersigned,  Proprietor  of  the  Patent, 
•r  (M  some  one  acting  under  his  authority.  Commu- 
oicatkMas  addressed  to  him  at  Westmioater,  Vt.,  will 
be  proraptlv  attended  to.  B.  Da  WOLF,  Jr. 


To  Sngrineers,  Architects  and 
Drang^htsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profeasiona,  that  he  haa  con- 
tan<ly  on  hand  a  great  variety  of  Instruments  for 


on 
Field  and  Office  use 
Feb  9  1863. 


JAS.  PRENTICE, 
3 16  Broadway,  N.  Y. 


Kallroad  Iron. 

THE  undersigned  Agent  for  the  manufacturels,  is 
prapared  to  contract  for  T  Rails,  of  the  oaaaJ 
pattern  and  weights,  to  be  delivered  on  board  ship  in 
Wales,  or  at  this  port. 
For  terms,  apply  to  JOHN  H.  HICKS, 

90  Beaver  ft. 
I  Jtoch2d,l8M.    -'■'  v    -'•  j 


Wm.  Swinburne, 

LOCOMOTIVE  ENGINE  BUILDEIL  Paterson, 
N.  J.,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modem  improTementa,  etc.  6tf 

Kmpp^s  Prassian 
CAST    STICEL    AXLES. 

THESE  Axles  have  ne«er  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be* 
fore  their  use  becomes  universal  1 

THOS.  PROSSER  &  SON, 
Sole  AgentiL  28  Piatt  sL,  New  York. 
N«w  York.  Feb.  7. 1863. 


"?F^^S 


.  -^  (.  i^.-^- 
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APIBICM  BAILBOAB  JOtBNAl. 

STEAM  NAVISATION,  COMMERCE,  MININB,  MANUFaWuREI 

HENRY  V.  POOn,  iEditor. 


BSTAJBLISIIBD  HV  18S1. 


t 


PUBLISHED   WEEKLY,  AT  No.  136 

Second  Quarto  Series,  Vol,  IX.,  No.  17.] 


NASSAU  ST.,  NEW  YORK,  AT  FIVE    DOLLARS  PER 
SATURDAY,  APRIL  23,  1863. 


ANNUM  IN  ADVANCE. 
(JWhole  No.  888,  IVol.  XXVI. 


PUBLJBHKD  BT  J.  H.  ScHULTS  A  Co.,  136  NaSBAU  BT. 


PRINCIPAL    CONTENTS. 


Cinn.,  Logansport  and  Chicago  Railroad 267 

Growth  of  California 258 

Tolls  on  the  Canadian  Canals 269 

Ohio  and  Mississippi  Railroad 269 

Accidents  on  Railroads 262 

Journal  of  Railroad  Law 263 

Peru  and  Indianapolis  Railroad 263 

Ohio  and  Pennsylvania  Bailroad 263 

Louisville  and  Nashville  Railroad 264 

Philadelphia,  Wilmington  and  Raltimore  R.  R.264 

Hudson  River  Railroad 264 

Peoria  and  Oquawka  Railrojid 264 

Pennsylvania  Gauge  Law 264 

■St.  Louis  and  Iron  Mountain  Railroad. 266 

Stock  and  Money  Market. 266 

Consolidation  of  the  Albany  and  Buffalo  Une  of 

Railroads 266 

St.  Joseph  and  Hannibal  Railroad 267 

Fort  Wayne  and  Chicago  Railroad 267 


American  Railroad  Journal. 


Saturday,  April  83,  1853. 


OlnelBaatl,  Iiocansport  mnA  CUe«so   KaU* 
road. 

The  object  of  this  road  is  to  connect,  by  the 
shortest  practicable  route,  the  cities  of  Chicago 
and  Cincinnati,  and  to  supply  the  very  extensive 
territory  lying  between  the  two,  with  railroad  ac- 
commodations. We  purpose  in  our  present  num- 
ber to  examine  some  of  the  claims  of  this  road  up- 
on the  public  consideration,  and  to  notice  a  few  of 
the  elements  of  traflSc  that  exist  upon  its  line,  and 
its  prospective  business  as  a  /Aroti^A  route  between 
the  Ohio  and  the  great  lakes. 

The  distance  between  the  cities  of  Cincinnati 
and  Chicago,  will  be  278  miles.  From  Cincinnati 
to  Richmond,  a  distance  of  69  miles,  a  railroad  is 
already  in  progress,  belonging  to  a  diflferent  organ- 
ization. From  Richmond  to  Logansport,  on  the  Wa- 
bash, the  distance  is  107  miles.  This  portion  of  the 
line  traverses  a  region  not  surpassed  by  the  best  por- 
tions of  the  west,  in  w«alth,  in  fertility  of  soil,  extent 
of  production,  nor  in  capacity  for  future  growth  and 
developement.  It  is  this  portion  of  the  line  that 
is  now  in  active  progress,  although  measures  are 
in  progress  for  placing  the  upper  division  from  Lo- 
gansport to  Chicago,  a  distance  of  102  miles  imme- 
diately under  contract,  ...  ;  ..,,., ,.,  .„ 


To  the  territory  immediately  traversed  by  it, 
this  road  will  supply  its  appropriate  commercial 
avenue.  The  directness  of  its  line  precludes  the 
possibility  of  its  being  superceded  by  another.  A 
road  to  possess  equal  advantages  must  follow  the 
identinual  route. 

We  have  no  reason  to  believe  that  the  road  can 
for  years,  if  ever,  have  a  rival  for  its  appropriaU 
business.  There  will  be  other  roads  between  the 
termini,  of  greater  length,  which  will  always  com- 
mand more  or  less  travel,  but  this  travel  will  be 
driven  off  the  line,  by  considerations  of  another 
nature  than  directness  of  route,  and  speed  of  con- 
veyance. 

Of  the  roads  having  the  same  general  direction, 
the  nearest  are  some  thirty  or  forty  miles  distant. 
We  believe  no  other  road  is  proposed,  running 
through  eastern  Indiana  toward  Chicago,  between 
Fort  Wayne  on  the  one  hand,  and  Indian^^lis  on 
the  other.  The  above  road  does  not  run  more  than 
thirty-five  miles  to  Indianapolis,  and  Is  about  twice 
that  distance  from  Fort  Wayne.  For  the  territory 
between  the  two  the  C.  L.  &  C,  will  form  the 
principal  outlet  in  both  directions. 

The  country  traversed  is  capable  of  supplying 
an  amount  of  traffic  to  railroads  equal  to  that  fur- 
nished by  the  same  extent  of  country  in  almost  any 
part  of  the  west.  A  greater  part  of  this  traffic  will 
go  directly  either  to  Cincinnati  or  Chicago.  From 
these  cities  also  will  be  obtained  by  far  the  great- 
er part  of  the  merchandise  and  such  manufactured 
articles*  as  are  consumed  upon  the  line  of  the  road. 

Although  New  York  is  the  principal  market  for 
the  exportable  products  of  the  west,  only  a  very 
small  portion  of  those  products  are  sent  to  she  sea- 
board. The  city  of  Cincinnati,  for  instance,  now 
requires  a  very  large  amount  of  agricultural  pro- 
ducts, for  daily  consumption.  It  numbers  at  least 
160,000  inhabitants.  It  is  the  point  where  an  im- 
mense amount  of  manufacturing  is  done,  and  it 
will  supply  a  large  portion  of  the  Burroxmding 
country  with  all  the  coarser  articles  of  manufac- 
ture, such  as  furniture  of  all  kinds,  castings,  ma- 
chinery, rails,  hardware,  etc.,  etc.  As  great  as 
the  trade  is  between  the  east  and  the  west'  only  a 
very  small  portion  of  the  various  articles  that  en- 
ter into  consumption  in  the  west,  are  exported. 

But  for  imported  merchandise,  the  people  of  the 
west  are  fast  getting  into  the  habit  of  depending 


upon  their  own  lirge  town,  instead  of  coming  di- 
rectly toNewYo^k.  Cincinnati,  St.  Louis, and  Chi- 
cago, are  beginnitag  to  bear  similar]  relations  to  the 
country  contiguolis  to  them,  that  Jew  York  does 
to  such  cities.  ^  trader  vending  if  the  interior  of 
Indiana  finds  it  i^uch  better  for  him  to  buy  bis 
goods  in  Cincinnati,  and  to  transact  what  business 
he  may  have  with  New  York  throi^gh  a  commar- 
cial  house  in  the  former  city,  than  jtocome  direct- 
ly here  with  whai  -he  has  to  sell,  and  make  his 
purchases  himself.  Nearly  all  of  the  western  pro- 
ducts have  to  be  prepared  for  market,  before 
they  are  saleable]  Take  the  great  staple  of  Indi- 
ana, pork.  It  is  fbund  to  be  the  better  economy  to 
send  the  live  hogjs  to  Cincinnati  to  he  slaughtered 
than  for  the  fam|er  to  attempt  to  dio  this  business. 
At  that  city  ever^  part  of  the  hog,  to  matter  what, 
has  a  regular  market  value,  and  the  increased  sum 
realized  from  thii  fact,  is  much  gieator  than  the 
cost  of  transportation.  This  illustration  will  serve 
for  most  of  the  western  products.  They  are  sel- 
dom forwarded  directly  from  the  places  of  their 
growth  to  the  eastern  markets,  but  are  first  collec- 
ted at  the  leading  points  of  trade  in  the  west, 
which  thus  becoijie  points  in  transUc  to  the  final 
markets.  j  - 

The  same  extent  of  country  that  forwards  Cin- 
cinnati, for  instance,  its  products,  draws  from  her 
all  that  the  fanners  require  for  consumption  that 
their  farms  do  ndt  produce.  In  otber  words,  the 
trade  is  reciprocai.  The  farmer  canSes  his  produce 
to  Cincinnati  bedause  he  can  get  a)>etter  price  for 
it  there,  and  he  njakes  his  purchases  at  the  same 
place  for  a  simila^  reason.  In  this  'way  is  the  bu- 
siness of  the  west  r^idly  centering  in  the  large 
western  cities,  ahd  it  is  through  them  that  the 
trade  witJi  New  York  is  carried  on.  These  cities 
are  strengthening  the'r  hold  upo»  this  trade  in' 
proportion  to  the;  rapidity  of  their  ewn  growth.  If 
these  can  offer  i  good  market  for  its  products, 
they  are  certain  io  draw  to  themsetves  the  trade  of 
the  surrounding  Country.  It  is  well  known  that  a 
number  of  our  mpst  valuable  agricultural  products 
will  not  bear  a  t^tosportation  over  ordinary  roads, 
of  over  twenty  mjile  s,  nno  more  thab  one  hundred 
over  a  railroad. 

We  make  these  remarks  for  the  purpose  of  dis- 
abusing the  publii  mind  of  a  very  common  idea  that, 
as  the  swrpltis  of  -western  produce  comes  to  New 
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York  :  the  beat  roads  of  necessity  must  have  a 
general  direction  toward  it.  This  is  a  great  mis- 
take. It  is  only  what  may  be  caOed  the  through 
trade  that  comes  here.  We  presume  that  on  tho 
average  of  our  roads  the  local,  is  to  the  through 
trade,  as  16  to  1,  The  through  tonnage  on  the 
Erie  road  the  past  year  was  only  46 ,000  tons,  while 
the  entire  movement  was  460,000  tons.  The  far- 
ther we  go  west  from  the  great  points  of  consmnp- 
tion,  the  greater  this  disproportion  becomes.  But 
in  the  west  even,  the  through  movement  is  not  di- 
rect to  the  sea  coast,  but  to  the  depot  of  trade 
there ;  so  that  the  direction  toward  New  York  may 
have  nothing  to  do  with  the  uxcellenue  of  a  li^ie  of 
railroad.  1 

The  section  of  country  south  of  the  Wabash  riv- 
er has  since  its  settlement,  had  its  chief  trade  with 
Cinciimati.  Tlie  construction  of  the  above  road 
will  only  tend  to  facilitate  the  movement  of  this 
trade  on  the  convenient  route  it  has  always  pursued, 
The  extent  of  this  trade,  measured  by  the  extent 
of  country  dependent  upon  the  road,  cannot  be 
second  to  that  of  any  other  in  Indiana. 

There  is  already  a  very  large  travel  between 
Cincinnati  and  Chicago.  The  former  is  the  great 
city  of  the  Ohio  ;  the  latter  of  the  lakes.  Between 
two  such  cities  so  widely  separated  as  to  become 
the  depot  of  widely  different  products,  a  large 
trade  must  always  exist.  Through  Cincinnati,  Chi- 
cago will  receive  a  portion  of  the  groceries  and 
merchandise  that  are  taken  up  the  Mississippi  and 
Ohio  river,  such  as  sugar,  cotton,  tobacco,  etc., etc. 
Through  the  same  channel  will  Chicago  forward  to 
southern  markets,  wheat,  lumber,  animals,  etc., 
etc.  In  each  city  will  the  manufacturing  interests 
take  particular  directions,  and  the  interchange  of 
articles  which  these  produce  will  give  rise  td  a 
large  trade  between  the  two.  The  positive  extent 
of  this  trade  we  can  hardly  estimate.  That  at  the 
present  time  it  would  give,  with  the  necessary  local 
business,  ample  support  to  a  railroad,  we  have  not 

a  doubt, 

A 

Gro^vtb  of  Callfornift* 

We  are  indebted  to  the  kindness  of  Ludlow  Thom- 
as, Esq.,  52  Wall  street,  for  the  perusal  of  an  in- 
teresting document  transmitted  by  Gov.  BioLERto 
the  Leigislature  of  California,  relative  to  the  late 
census  of  that  State — the  census  of  1862.  It  is 
composed  of  abstracts  of  the  census  returns,  and 
the  explanatory  reports  of  the  Secretary  of  State. 
The  rapid  growth  of  this  youthful  State,  in  popu- 
lation, commerce  and  wealth,  is  unparalleled  in 
the  annals  of  history,  and  the  influence  which  it  is 
enabled  to  exert  upon  the  monetary  and  commer- 
cial affairs  of  the  rest  of  the  world,  through  its 
mineral  productions;  and  the  fact  that  almost 
every  town,  city  and  neighborhood  in  the  old 
States,  or  those  States  lying  east  of  the  Rocky 
Ridge,  is  represented  there,  render  the  prosperity 
and  advancement  of  California  an  object  of  uni- 
versal interest.  This  being  the  case ,  a  few  extracts 
from  the  returns,  exhibiting  the  number  of  inhab- 
itants and  taxable  property,  with  the  several 
counties  of  the  State  in  1862,  and  a  comparison 
with  the  returns  of  1860,  may  not  prove  void  of 
profit  to  the  readers  of  the  Journal. 

In  his  message  accompanying  the  report.  Gov. 
BiOLER  remarks  as  follows : 

"  The  great  difficulty  encoimtered  heretofore  in 
the  practicable  management  of  the  business  of  the 
3tate,  is  found  to  be  the  wantofsufBcieotinfonna- 


tion  respecting  its  resources,  present  and  prospect- 
ive, an  insight  into  which  is  afforded,  to  some  ex- 
tent, by  the  exhibits  herewith  submitted. 

The  rapid  increase  of  our  populafion — the  man- 
ifest improvement  in  our  agricultural,  as  well  as 
all  other  pursuits,  aflbrd  a  sure  indicadou  of  per- 
manent and  future  prosperity ;  which  cannot  be 
defeated  except  by  the  most  positive  mismanage- 
ment. In  the  brief  period  of  two  years,  the  pop- 
ulation of  the  State  has  increased  80  per  cent  an- 
nually. This  rate  of  increase  will,  of  course, 
diminish,  but  we  may  reasonably  calculate  that 
in  ten  years  we  will  have  at  least  quadrupled  our 
present  population ;  while  |t  is  considered  that  the 
commerce,  ^fricolttorkllind  mechanical  arts,  man- 
ufactures, A,c.,  of  the  State,  in  all  of  which  we 
possess  ttic  germs  of  immense  resources,  will  ad- 
vance in  ratabTe  pr6pornon  with  our  increase  of 
population.  It  cannot  be  for  a  moment  doubted, 
that  the  future  standing  and  influence  of  this, 
compares  with  the  other  States  of  the  Union, 
must  be  that  of  distinguished  prominence." 

The  returns  give  the  following  exhibit  of  the 
population  of  each  of  the  several  coimtles  in  1860 
and  in  1852 : 
Counties.  Pop.  1860.  Pop.  1862 

Butte 8,672 

Calaveras 16,894  20,192 

Colusi 116  620 

ContraCosta 2,746 

El  Dorado,  [estim'ed] . . . .  40,000 

Klamath 630 

Los  Angeles 7,831 

Marin 323  1.036 

Mariposa 8,969 

Mendocino 66  416 

Monterey 1,872  2,728 

Chassa 406  2,116 

Nevada 21,866 

Placer r  10.784 

Sacramento 12,689 

San  Diego 2,932 

San  Joaquin 6,029 

San  Francisco 36,161 

San  Louis  Obispo 1,521  984 

SantoClara 6,664 

SantaCruz 648  1,219 

Santa  Barbara 2,131 

Shasta 878  4,060 

Sierra 4,856 

Siskigon 2,240 

Solano 689  2,836 

Sonoma 560  2,337 

Sutter 3,466  1.207 

Trinity 669  1,764 

Tuolumne 17,667 

Tulare 8,575 

Yolo 1,124  1,307 

Yuba 22,006 


' 


264,436 

PRODUCTIONS  AND  CAPITAL. 

The  following  figures  exhibit  the  character  and 
quantity  of  the  principal  productions  and  capital 
of  the  state : 


Horses,  No 64.773 

Mules,    "   16;678 

Cows,      " 104,339 

B'fcat'le"  316,392 

Work  Ox"  29,066 


Barley,  bush..  2,973,784 
Oats,  "  ...  100,497 
Wheat  "  ...  271,763 
Pota'es  "  ...1393,170 
Com,     "    ...    62,532 


Acres  of  land  under  cultivation ..110,748 

Quartz  Mills 108 

CAPITAL  INVESTED  IN 

Quartz  mining $,5,871,406 

Placer  mining 4,174,419 

Other  mining  operations 8,861 ,623 

For  other  purposes 41,061,983 


counties  in  which  a  correct  census  has  been  pro- 
cured ;  and  if  the  ratio  of  voters  to  the  number  of 
inhabitants  in  all  comities  be  the  same,  this  esti- 
mate must  be  very  nearly  correct. 

The  secretary  of  state,  Mr.  W.  Van  VooAies, 
thinks,  if  he  may  judge  from  the  assertions  of  the 
census  agents,  that  not  more  than  five-sixths  of 
the  whole  population  of  the  state  have  been  taken. 
Adding  one-sixth  to  the  total  sum  of  the  above 
table,  the  result  is  308,607,  which  is  believed  to  be 
about  correct.     As  corroberative  evidence  of  the 
probabUitT"  of  the  truth  of  the   last   estimate 
it  is  further  stated  that  the  entire  population  of  the 
state  at  the  late  general  election  was  76,890  which 
multiplied  by  four — a  number  below  the  usual  ra- 
tio obtaining  in  California,  and  considerably  below 
that  obtaining  in  other  states  of  the  Union — would 
place  the  total  population  of  the  state  at  307,660. 
"  This  exhibit,"  says  Mr.  Van  Voorhies,  "show* 
an  increase  in  the  course  of  two  years,  taking  the 
actual  returns  of  the  census,  of  ninety-nine  thou- 
sand four  hundred  and  thirty-five, — an  annual  in- 
crease of  forty-nine  thousand  seven  hundred  and 
seventeen,  and  an  increase  of  30  per  cent,  per  an- 
num ;  of  the  increase  per  cent  per  annum  the  U. 
States,  according  to  the  late  census,  was  three  and 
a  half,  showing  a  diffference  of  increase  between 
the  state  of  California  and  other  states  of  the 
Union,  of  twenty-six  and  a  half  per  ct.  per  annum. 
Taking,  however,  the  estimated  and  more  proba- 
ble census  of  the  state,  namely  three  hundred  and 
eight  thousand  five  hundred  and  seven,  and  it 
gives  an  annual  positive  increase  of  seventy-one 
thousand  seven  hundred  and  fifly-three,  an  in- 
crease of  forty-three,  and  a  difference  of  increase 
per  cent.,  between  California  and  other  states  of 
thirty-nine  and  a  haif." 

This  may  all  be  very  correct,  nevertheless,  we 
observe  the  entire  population  of  California,  in  1860, 
is  set  down  in  some  of  the  census  compilations  at 
214,000. 

If  214,000  was  the  actual  enumeration  in  1850, 
the  increase  in  two  years  seems  to  have  been,  by 
the  returns  of  1862,  about  50,000.  It  is  probable, 
however,  that  the  census  of  1860  was  made  of  es- 
timates to  a  great  extent,  or  at  least  that  the 
amount  set  down  in  the  earlier  compilations  of 
census  returns  was  a  mere  approximation.  There 
can  be  little  doubt  that  the  census  of  1862  has 
been  taken  with  great  care,  and  it  is  probably  the 
best  approximation  to  correctness  that  can  be 
made,  notwithstanding  the  apparent  discrepancy 
between  it  and  the  census  of  1860.  In  the  above 
table  we  have  placed  all  the  returns  of  the  census 
of  1850  which  we  could  find,  but  they  are  meagre 
and  unsatisfactory : 

The  population  of  1852  was  divided  as  follows : 
(except  the  county  of  El-Dorado,  which  is  estima- 
ted.) ..  , 


Total 64,969,380 

The  county  of  £1  Dorado  had  not  been  returned, 
and  the  figures  in  the  foregoing  table  are  estimates 
of  the  population  of  that  county.  The  estimates 
are  baaed  upon  the  number  of  votes  cast  at  the 
last  election,  aa  cooipared  with  the  TOtes  of  the 


Over  21 

yearsof 

afe. 

Whites 106,844 

Negroes 1,269 

M^attoes  . . .        407 
Indians,   (do- 
mesticated) 16,000 
Foreign  (resi- 
dents  40,444 


Male.  Female. 
171,116    89,741 


1,787 
420 

20,876 


303 
100 

18,164 

6,860 


Total. 

210,850 

2,090 

627 

38,589 

59,991 


59,631 

The  numbnr  of  Chinese  is  believed  to  be  about 
25,000.  In  Nevada,  Placer  and  Yuba,  the  only 
counties  making  special  returns  of  the  number  of 
Chinese,  there  were  found  9,809,  y.    ...  •  . 
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In  the  returns  of  capital  and  productions  it  is  to 
be  refretted  that  from  two  of  the  most  wealthy 
counUes,  El-Dorado  and  CalaTcras,  no  accounts 
were  received.  It  is  believed,  however,  the  fol- 
lowing table  will  show  very  nearly  the  correct  va- 
luation of  the  state : 

Total  capital  employed  for  purposes  - 
other  iban  those  specified  under  gen- 
eral heads,  including  estimates  for 
El  Dorado  and  Calaveras  counties ..  S69,800 ,000 

Live  stock 18,903,714 

Agricultural  products 6,162,040 

Land  in  cultivation 1,108,480 

Estimates  for  £1  Dorado  and  Calave- 
ras   6,000,000 

Horticultural  manufactures,  etc 1,160,000 

Quartz  mining 6,871,405 

Placermining 4,174,419 

Other  mining 3,861 ,623 

Estimatefor  El  Dorado  mining 2,600,000 


Total «108,622;568 

By  a  comparison  with  the  census  returns  of  1860 
for  the  other  states,  it  has  been  found  that  Califor- 
nia is  in  the  advance  of  fifteen  states  in  the  pro- 
duction of  horses ;  of  26  in  that  of  mules  j  of  12 
in  that  of  cows ;  of  8  in  that  of  work  oxen  ;  of  4 
in  that  of  sheep;  of  3  in  that  of  swine  ;  of  twenty- 
two  in  the  estimated  value  of  live  stock ;  of  all, 
but  New  York,  in  that  of  barley  and  potatoes ;  of 
ten  in  that  of  wheat ;  of  more  than  three-fourths 
in  that  of  oats  ;  of  none  in  that  of  Indian  com ; 
of  nine  in  that  of  beans ;  of  nine  in  that  of  hay ; 
of  all  in  mining ;  of  none  in  the  value  of  land  un- 
der cultivation ;  of  more  than  one-half  the  statss 
in  the  amount  of  trade  in  merchandise ;  of  all  the 
states  in  variety,  and  one  half  in  quantity  of 
fruits  produced,  and  so  far  in  advance  of  all  others 
in  minerals,  as  to  defy  calculation. 

When  we  reflect  upon  these  results,  and  recall 
to  mind  the  short  space  of  time  it  has  required  to 
bring  them  about,  the  causes  which  conspired  to 
their  accomplishment ;  the  fact  that  these  causes 
still  exist  in  full  force,  and  are  likely  to  ccutinoe 
indefinitely,  the  conclusion  is  more  and  more  firm- 
ly impressed  upon  our  minds  that  if  we  would  con- 
tinue to  fellowship  with  California  as  a  sister  state 
we  must  unite  her  to  us  by  bands  of  iron, — and 
that  speedily.  She  is  a  little  empire. — She  will 
soon  be  a  great  state,  and  perhaps — ^an  indepen- 
dent one,  -  •    ' 


the  St.  Lawrence  and  Chambly  canals.  This  is 
scarcely  just  toward  a  large  portion  of  Upper  Can- 
ada, as  only  the  produce  of  the  extreme  western 
section  will  pass  through  the  WcUand  canal. 

The  Torento  Patriot  says : — The  tolls  on  the  fol- 
lowing articles — namely,  Pot  and  Pearl  Ashes,  Ba- 
con, Beer,  Butter,  Cider,  Junk,  Lard,  Oil,  Pork, 
Rags,  Tallow,  Vinegar  and  window  Qlass,  are 
reduced  on  the  Wclland  and  St.  Lawrence  canals, 
by  transferring  them  to  class  4. 

New  rate  per  Old  rate  per 

ton  weight,  ton  weight 

Wclland  canal Is,  6d.  2s.  3d. 

St.  Lawrence  do.  up     Is.  6d.  2s.  3d. 

Do.        do.— down    Is.  6d.  Is.  10>^d. 

Chambly  and  St.  Ours    9d.  9d 
Total  from  Lake  Erie 

to  Lake  Champlain    3s.  9d.  4s.  10)^ 

On  the  following  articles  the  rates  of  toll  on  the 
Welland  and  St.  iawrence  canals  are  Is.  9d.  up, 
and  Is.  6d.  down,  per  ton :  Beef,  biscuit,  beeswax, 
carts,  charcoal,  cheese,  cofl^ee,  copperas,  earthen- 
ware, fish,  furniture  and  baggage  of  settlers,  flour, 
glassware,  hams,  hides  and  skins  (raw,)  horses, 
manillas,  mechanics'  tools,  molasses,  oakum — 
ploughs,  sleighs,  steel,  stoneware,  sugar,  tea,  wag- 
ons, wheat  and  other  agricultural  produce  not 
enumerated  and  not  being  merchandize,  whiskey 
and  wool. 

The  old  rate  on  the  above  articles  was  the  same 
as  above  mentioned  for  Pot  and  Pearl  Ashes,  &c., 

&.C. 

The  tolls  on  barrel  staves  and  headings  are  re- 
duced on  the  St.  Lawrence  canal,  up  or  down, 
from  2s.  to  Is.,  and  on  the  Chambly  canal  from  Is. 
to9d. 

The  reduction  on  tolls  upon  Iron  and  Salt  pass- 
ing through  both  the  St.  Lawrence  and  Welland, 
canals  will  be  Is.  per  ton,  or  60  per  cent,  la.  being 
the  toll  on  each  of  the  canals,  as  fixed  by  procla- 
mation of  14  April,  1862,  and  on  wheat  flour  and 
corn  passing  through  both  canals,  the  reduction  is 
Is.  9d.  per  ton,  that  being  the  rate  of  toll  for  each 
canal  as  fixed  by  the  proclamation  just  issued. — 
HamilUm  Spectator. 


Tolls  OB  the  Oaaadlam  Canals  in  1853. 

Below  will  be  found  the  changes  recently  made 
in  the  charges  for  tolls  on  the  Canadian  canals. — 
It  will  be  observed  that  this  is  a  different  course 
from  the  much  talked  of,  and  sometime  threatened 
"retaliatory  policy"  of  the  provincial  government. 
In  our  judgment,  this  policy  is  much  the  best  for 
Canada.  She  may  induce  Jonathan  to  use  her  ca- 
nals on  the  score  of  economy,  and  eventually  strike 
up  a  profitable  trade  with  him,  by  becoming  more 
intimately  acquainted  with  his  whims  and  charac- 
teristics, but  she  could  hardly  expect  to  do  so  by 
slamming  her  doors  in  his  face. 

A  proclamation  appears  in  the  last  ofiScial  Ga- 
zette, making  alterations  in  the  rates  of  toll  to  be 
charged  in  future  on  certain  articles  passing  thro' 
the  canals.  The  discount  of  26  per  cent  upon  all 
articles  passing  any  two  canals,  and  33>^  per  cent 
on  all  articles  passing  three  canals,  is  abolished. — 
Iron  and  salt  will  henceforth  pass  free  through  the 
Welland  canal,  provided  they  first  pass  the  St. 
Lawrence  canal ;  and  in  case  tcdls  have  been  paid 
for  crossing  the  Chambly  cajuJ,  the  same  is  to  be 
refunded.  Wheat,  flour  and  com  passing  the 
Wellaud  canal  will  be  allowed  to  pass  &ee  through 


Oeo^aphlcali  Oeologloal,and  Statistical  re • 
latlons  of  tbe  Otalo  and  Mississippi  Rail- 
road. 

(Continued  from  page  244.) 
Accordingly,  we  find  the  following  lines  either 
finished  or  rapidly  constructing,  which  must  di- 
rectly or  indirectly  contribute  to  its  business. 
Length, 

Lines.  miles.  Condition. 

Illinois  Central  and  50  miles  finished  and 

Ohio  and  Mobile.     1,187      ^  the  whole  under 

contract. 
Evansv'Ie.Vincennes  y^  finished,  the  resi- 

&  Terre  Haute  107      due  in  progress. 

New  Albany,  Salem  •  Fnish'd    to    Orle'ns, 

and  Michigan  272      62  miles  in  progress. 

Madison  &  Indiana-        90    Finished  and  in  full 
polls.  operation. 

Jeflfersonville,         70    Finished. 
Lawrenceburgh  and 

Indiani^lis  90^^early  Graded. 

Covington,  Lex'gton  Nearly  Graded.  Iron 

and  Danville  130       laying. 

Cincinnati,    Dayton,  Inoperat'ntoDayt'ri. 

Troy  and  Toledo  245      Graded  to  Troy. 

Mad  River  156    Finished  and  in  op- 

eration. 
Cincinnati,  Columbus  Finished.  In  full  op- 

and  Cleveland  254      eration. 

Wilmington  ,C  ircle 'vie 

ZanesviUe  &  Wheel-  Under  contract  fm 

mg.  203      Morrow  toWhe'lng. 

Cincinnati,  Chillico-  Under  contract  fm 

the,  Belpre  and  146  Branchester  to  Bel- 
Marietta  pre. 
Cin'ati  &  HiHsboro'  87  Fin'hd  to  HilUboro.' 
To  these  might  very  properly  be  added  the  va^ 
rious  rsdlroads  comiecting  the  abovCjlines  with  the 
Atlantic  cities,  from  some  point  on  them ;  but  I 
have  confined  myself  8ui4)ly  to  those  lines  which 


must  absolutely  fimish  passengers  iirecUy,  in  the 
natural  course  of  [business.      I  add  the  following: 

10.  TABLE  or  RAILWAY  DISTANCES  KROM  ST.  LOCIS 
AND  CINCINNATI,  BY  WAY  OF  TUE|OUIO  AND  MIS- 
SISIPPl  RAILROAD,  TO  EACH  OF  THfc  ATLANTC  CIT- 
IES. 
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Via. 
Illinois  Central  &>  Oi^io 
and  Mobile. 


2§    » 
2 
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Length. 

892  miles. 
1.052    " 


Otji< 


143 

eo8 

665 

673 
360 


b    "  N.  Orleans 

Louisville,  Vlia  Jeffersonville  rftil 

road 
Memphis    "V  ia  Mobile  and  uqio 
railroad 
'•  Galena         Qentral  Illinois. 
"  Mth  Kansas  Via  Pacific  railway 
"     Ohio  Via  Central  IlKno*       ... 

a  The  distance  io  Mobile  by  steamboat  is  1,708 
miles.  I  • 

b  The  distance  tb  New  Orleans  by  steamboat  is 
1,548  miles.  1  i 

This  table  shows  the  Mlowiogpams  m  distarue 
on  this  route  between  these  several  points,  as  com- 
pared with  the  present  traveled  routes,  viz : 

Between  St.  Louis  and  Mobile 663  miles. 

I.  (( 


New  Orleans. k. 
Savannah..... 


323      " 
826      " 

TOO     " 

Richmond 260     " 

Baltimore 290      " 

Philadelphia  ...  316  " 
New  York... »  ..166  " 
Washing n  cit^.. 290      •' 

Between  Cincinnati  and  Mobile 766     " 

New  Orleans. ,...436     " 

Memphis ...388      " 

Month  of  Kaasas375  " 
These  gains  in  distance  are  so  great  that  when 
added  to  the  gain  ita  speed,  they  make  it  certain 
that  this  line  must  control  the  entire  passenger 
traffic  between  theje  several  points,  fexcept  as  far 
as  pleasure,  and  spjecial  business  to'other  points, 
may  direct  a  smallj  portion  of  the  greeil  stream  of 
travel  east  and  west,  in  the  valleys  of  the  Ohio, 
tbe  Missouri  and  tl^e  Mississippi. 

7.   ESTIMATE  or  THI^OUGB  PASSENGERS  ON  THE  OHIO 
AND  MliSlSSIPPI  RAILROAD, 

Having  now  determined  all  the  data  which  can 
be  derived  from  ihte  geogr^by,  resources  and  sta- 
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tistics  of  that  part  of  the  Ohio  and  Mississippi  val- 
leys in  which  the  trunk  of  the  Ohio  and  Mississip- 
pi Railroad  lies,  I  shall  nOw  apply  these  data  to 
the  determination  of  its  probable  business.  One 
abservatioD  may  be  made  in  advance,  applicifble 
to  all  -vest<irn  railways — that  any  estimate  of  bu- 
siness, made  from  existing  elements  of  calculation, 
must,  in  the  nature  of  things,  fall  short  of  what 
that  business  will  be  in  a  few  years  hence ;  because 
the  whole  mass  of  population,  agriculture,  com- 
merce and  manufactures  is  advancing  at  a  more 
rapid  rate  than  haa  been  known  in  any  previous 
period  of  civilization.  For  example,  the  commerce 
of  Cincinnati,  in  all  its  leading  articles,  tloubled  in 
five  years.  The  whole  population  of  the  valley  is 
advancing  at  the  rate  of  6  per  cent  per  annum. — 
The  very  increase  of  the  country  would,  in  a  very 
few  years,  provide  ample  business  for  any  railway. 

Another  remark  should  be  made  in  advance, 
that  between  Indianapolis  (Indiana)  and  Nashville, 
(Tennesee)  a  distance  of  more  than  200  miles,  no 
east  or  west  line  of  railway,  extending  as  far  as 
Cincinnati  or  St.  Louis,  is  proposed,  nor  probably 
will  be,  for  none  could  possibly  bie  so  direct  as 
this.  This  line,  therefore,  commands,  and  proba- 
bly will  command  for  many  years,  the  entire  rail- 
way traffic  which  can  be  derived  from  the  imme- 
diate valley  of  the  Ohio.  In  estimating  the  num- 
ber of  passengers  on  this  particular  railway,  there 
is  one  very  large  class  which  will  be  almost  pecu- 
liar to  this  road  ;  this  is  what  I  call  lateral  passen- 
gers, those  departing  neither  from  the  extremities 
of  the  lino  nor  from  any  way  points  as  such  jbut 
coming  directly  from  Lateral  railways,  intersecting 
this  almost  at  right  angles.  Of  these  there  are 
already  six  difl'erent  lines,  and  probably  will  be 
others,  a  large  portion  of  whose  passengers  are 
seeking  the  cities  of  the  cast  or  those  of  the  west, 
and  must  pass  over  some  of  this  road  to  reach  their 
destination.  I  therefore  destinguish  the  passen- 
gers on  this  line  into  through,  lateral  and  way. 

Through  passengers  must  be  derived  chiefly 
from  those  which  now  pass  over  the  New  York 
railways  to  Cincinnati,  or  down  the  Ohio  river  in 
steamboats,  or  up  the  Ohio  river  to  Cincinnati,  or 
up  the  Mississippi  river  to  St.  Louis  and  then  to 
Cincinnati.  The  railways  and  the  steamboats  fur- 
nish us  the  elements  to  estimate  that  number. 

In  the  United  States  Steam  Marine  report  the 
viovement  of  passengers  in  the  valley  of  the  Mis- 
sisippi  is  accurately  given.  From  that  it  appears 
that  the  whole  number  of  passengers  moving  in 
steamboats  employed  respectively  in  the  tmde 
of  St.  Louis,  Cincinnati  and  Pittsburgh  is  as  fol- 
lows : — 

In  boats  bel«Dging  to  St.  Souis 318,718 

"  "  M  Cincinnati 270,796 

"  *  r  Pittsburg 428,746 

More  than  a  million  of  passengers  move  to  or 
from  these  ports  to  various  other  ports  and  places 
in  the  valleys  of  the  Ohio  and  Mississippi.  To  de- 
termine how  many  of  these  may  go  on  a  railroad 
between  Cincinnati  and  St.  Louis,  we  have  the  ar- 
rivals and  departures  from  each  of  these  places  to 
each  other,  and  to  and  ft-om  places  on  the  Missis- 
sippi to  these.  ' 

By  examining  the  details  of  passengers  carried 
between  these  ports,  we  find  that  they  were 

Between  Pittsburgh  and  Cincinnati..  89,828  pas. 
"        Pittsburgh,  St,  Louis,  Nash- 
ville, dtc 110,323    " 

"        Cincinnati  and   St.  Louis ....   45,900    " 
"         Cincinnati  and  New  Orleans..  40,862    " 
"        Pittsburgh  and  New  Orleans.     9,000    " 
"         Wheeling  and  other  places  on 
the  Upper  Ohio,  and  St.  Louis  and  the  ^ 

Mississippi 20,000   " 

Total 316,W3 

Of  the  passengers  which  arrive  at  Cincinnati 
firom  Pittsburgh,  more  than  half  are  destined  to 
St.  Louis  or  some  point  on  the  Upper  Mississippi 
for  distribution.  This  will  make  one-fourth  of 
those  between  Pittsburgh  and  Cincinnati. 

Of  those  between  Pittsburgh,  St.  Louis,  Nash- 
ville, &c.,  one-half  will  take  the  railway. 

■.,■„.■  ..-     |.  -      .-i 


Between  Cincinnati  and  St.  Louis  the  whole  will 
probably  go  this  way. 

Of  those  between  Cincinnati  and  New  Orleans, 
and  between  Pttsburgh,  Wheeling,  Ac.,  and  New 
Orleans  it  may  be  safely  assiuned  for  the  sake  of 
change,  larger  boats,  and  quicker  speed,  one-half 
will  take  the  railway. 

If  to  the  niunber  thus  furnished  we  add  one- 
fourth  as  many  more  for  the  increase  created  by 
the  completion  of  the  Eastern  lines  of  railway,  we 
shall  still  be  within  a  minimum  of  the  through  pas- 
sengers to  be  moved  on  the  Ohio  and  Mississippi 
railway.  The  following  table  is  constructed  on  the 
above  principles : 

11.   TABLK  OF  PASSENGERS  DERIVED  FROM    THE  RIV- 
ER OHIO. 

Through 
Rail- 
Pro-     way  Pas- 
From  and  to         Whole  No.     p<fttion    sengers. 
Pittsburgh  and  Cin'ati.  89,828  one-fourth  22,467 
Pittsb'gh  &  St  Louis  dtc,  210,323  one-half     66,161 

Cin'ati  &  St.  Louis 46,900  the  whole    46,900 

Cincinnati  and  New  Or- 
leans   40,862  one-half      20,431 

Pittsburgh  and  New  Or- 
leans       9,000  one-half        4,600 

Wheeling  and  below...  20,000  one-fourth    6,000 


316,913  163.449 

If  we  add  one-fourth  only  of  this  as  the  increase 
which  must  necessarily  ensue,  on  the  completion 
of  the  eastern  railway  coimections,  we  have  a  total 
of  191,811  through  passengers  I  make  no  distinc- 
tion between  first  and  second  class  passengers, 
because  such  an  arrangement  must  depend  upon 
the  future  policy  of  the  company,  and  because  if 
it  be  made  the  number  of  passengers  will  be  large- 
ly increased. 

8-    ESTIMATE  OF  LATERAL  PASSENGERS. 

NoTE.^ — The  following  table  is  formed  by  assu. 
ming  ten  per  cent  of  the  whole  number  of  way  pas- 
sengers on  Lateral  Railways,  ascertained  from  the 
density  of  population. 
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a.  The  Mobile  and  Ohio  railroad  is  617  miles  in 
length,  extending  from  Mobile,  on  the  Gulf  of  Mex- 
ico, to  Cairo,  at  the  mouth  of  the  Ohio.  A  part  is 
finished,  a  large  part  under  contract,  and  a  suffi- 
cient amount  of  capital  is  secured  to  secure  its 
completion. 

*  The  EvansviUe  and  Terre  Haute  Railroad  is 
about  half  finished,  and  the  whole  is  secured. — 
From  Henderson,  in  Kentucky,  a  continuation  of 
this  route  is  to  be  made  to  Nashville. 

c  The  New  Albany  and  Salem  Railroad  is  finish- 
ed to  Orleans,  and  is  secured  to  Lafayette,  and 
thence  to  Michigan  city. 

d  The  Cincinnati  and  Dayton  part  of  this  line 
has  been  finished  a  year  and  a  half  j  the  continua- 
tion to  Troy  is  nearly  finished.  The  residue  of 
this  line  to  Toledo,  it  is  believed,  will  be  finished 
at  an  early  period. 

e  The  Sandusky  line  has  been  in  operation  sev- 
eral years,  and  with  the  Little  Miami  and  Dayton 
lines,  makes  a  continuous  route  to  Cincinnati. 

It  will  be  observed  that  none  of  the  Southern 
lines  are  put  in  the  table  beyond  their  present  ter- 
mination, at  Danville,  Ky.,  or  at  Louisville,  Ky. — 
Had  they  been  inverted,  as  in  a  few  years  they 
will  actually  exist,  the  list  of  lateral  railways  real- 
ly contributing  to  this  line,  would  have  been  dou- 
bled in  length,  extending  from  the  Lakes  to  the 
Southern  Atlantic.  Only  those  have  been  used  as 
data,  whose  early  completion  is  morally  certain, 
and  whose  contributions  may  certainly  be.  relied 
on.  As  an  example  of  the  mode  in  which  they 
will  affect  the  Ohio  and  Mississippi  Railroad, 
I  may  state  that  a  merchant  in  southern  Illinois, 
Western  Kentucky  or  Tennessee,  Southern  Alaba- 
ma, or  in  Arkansas,  can  find  (when  these  railways 
are  completed)  no  route  to  St.  Louis,  Cincinnati, 
Baltimore,  Philadelphia  and  New  York,  so  direct, 
quick  or  cheap  as  that  by  the  line  of  the  Mobile 
and  Ohio,  the  Illinois  Central  and  the  Ohio  and 
Mississippi  railroads.  If  he  take  either  the  river, 
the  Lake,  or  any  railroad  north  of  this,  he  will  be 
longer  on  the  way,  both  in  time  and  distance.  Nor 
is  there  yet  any  southern  railway  planned  which 
will  be  more  direct  to  the  great  body  of  people  in 
the  Ohio  Valley.  The  results  in  the  above  table 
must  be  regarded  as  a  minimum,  especially  so 
when  it  is  considered  that  the  whole  number  of 
passengers  carried  on  these  lateral  roads  will  prob- 
ably exceed<Jcomt^t<ww,  while  their  estimated  con- 
tributions to  this  great  transverse  line  is  scarcely 
five  per  cent  on  the  aggregate. 

9.    ESTIMATE  OF  WAY  PASSENGERS. 

The  question  of  way  passengers  is  really  the 
most  important  one,  in  an  estimation  of  the  perma^ 
nent  value  of  railway  stock ;  as  they  are  derived 
only  iVom  that  belt  of  coimtry,  and  that  popula- 
tion which  is  solely  within  the  infiuence  and  con- 
trol of  each  specific  company.  It  is  a  law  of  hu- 
man nature,  as  well  as  of  interest.,  for  any  indivi- 
dual taking  railway  passage,  to  go  to  the  nearest 
convenient  station.  Way  passengers,  on  any  spe- 
cified road,  are  those  who  find  the  stations  on  the 
road  the  nearest  and  most  convenient  to  their  hands. 
Again,  the  grain  crops  in  a  particular  section  of 
country,  from  which  a  large  portion  of  freight  de- 
pends, may  entirely  fail  in  some  years ;  but  way 
passengers,  where  journeys  are  caused  by  the  do- 
mestic convenience  and  exigencies  of  life,  are  not 
materially  diminished  by  such  events.  They  make 
up  the  uniform  and  permanent  staple  of  railway 
traffic.  In  determining  the  number  of  way  pas- 
sengers on  any  given  road,  we  have  certainly  fixed 
data  furnished,  by  railroad  experience  and  by  the 
statistics  of  the  country.  We  know  the  number 
of  way  passengers  actually  furnished  on  each 
lineal  mile  of  the  great  lines  of  the  United  States. 
We  also  know  the  density  of  population  on  each 
square  mile,  and  consequently,  assuming  a  certain 
breadth  or  belt  of  country  on  each  side  of  the  road, 
we  know  the  ratio  which  exists  between  the  den- 
sity of  population  and  the  number  of  way  passen- 
gers. It  is  true,  that  this  will  vary  very  much 
according  to  the  greater  or  less  proportion  of  civic 
or  town  population,  but  as  that  also  is  known, 
these  elements  afibrd  us  the  means  of  making  a 
very  near  approximation  to  the  actual  number 
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which  will  be  supplied  to  any  given  road.  Below 
ia  a  table  of  these  elements,  drawn  from  the  most 
important  lines  in  America,  and  embracing  two 
tboosand  five  hundred  miles  of  railway. 

18.  TABLE  OP  WAY  PASSENGERS  TO  THE  LINEAL  AND 
BOARE  MILE,  AND  THE  RATIO  TO  POPULATION  ON 
THE  LEADING  RAILWAY  LINES  OP  THE  UNITED 
STATES. 
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Taking  these  elements  as  data,  we  have  enough 
known  to  determine  the  number  of  way  pgssen- 
gers,  which  will  be  ftimished  to  the  railway  be- 
tween Cincinnati  and  St.  Louis. 

Assuming,  as  before,  that  the  surface  drained 
by  this  railway,  between  Cincinnati  and  St.  Louis, 
is,  in  regard  to  way  passengers,  a  belt  equal  to  the 
length  or  the  whole  line,  and  in  breadth  15  miles 
on  each  side  of  it,  then  that  surface  will  be  equal 
in  round  numbers  to  ten  thousand  square  miles. 
The  present  population  (1862)  is  calculated  from 
the  census  of  1860,  by  adding  the  current  incre- 
ment of  two  years.  We  have  then  the  following 
elements. 


14.  Table  of  t0nnage  in  orain,  animals,  groce- 
ries, MERCRjiNDISE  MANCPACTORES,  AND  OTHER 
ARTICLES,  TO  BE  CARRIED  ON  TgE  OHIO  *  EISSI8- 
SIPPI  RAILROi  D,  ESTIMATED    IN  tONS. 

Indiana.    Illinois.  Missouri. 

.128,7(0  123,360    36,4^     208,610  tons. 
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Two  remarks  must  be  made  on  the  above  table : 
first,  that  the  city  pojndatiovs  at  the  extremity  of 
the  lines  is  included  ;  because  it  is  most  obvious, 
as  in  the  case  of  the  lines  leading  out  of  N.  York 
and  Boston,  that  It  is  the  city  population  which 
furnishes  the  largest  part  of  the  way  passengers  to 
the  several  points  within  fifty  or  sixty  miles  of  the 
city.  Secondly,  in  the  case  of  the  Massachusetts 
and  Connecticut  railways,  I  have  included  all  the 
passengers  who  did  not  go  to  the  extrenity  of  the 
state  lines,  and  that  is  four-fifths  of  the  whole 
number.  This  is  obviously  just,  however,  as  those 
states  are  so  small  in  surface,  that  the  length  of 
any  one  is  short,  as  compared  with  that  between 
Cincinnati  and  St.  Louis.  But  in  a  calculation  of 
the  way  passengers  on  the  Ohio  and  Mississippi 
railroad,  I  shall  exclude  those  states,  and  assume 
data  from  those  lines,  which  bear  an  obvious  anal- 
ogy to  this.  Such  are  the  Pennsylvania  Central, 
the  Baltimore  and  Ohio  and  the  Little  Miami.  The 
average  elements  of  those  three  lines,  as  fnmished 
in  the  above  table,  are  these,  viz : . 

1.  Aggregate  length  of  line (miles)       437 

2.  Average  number  of  way  passengeas  per 
linealmile 1,209 

3.  Number  of  square  miles  of  surface  drain- 
ed    13,110 

4.'  Population  on  the  surface  drained 831,832 

6.  Density  of  population  per  square  mile . .  63 

6.  Number  of  way  passengers  per  square 
mile 40 

7.  R»Uo  of  way  pMsengers  per  square  mile 
Ut  dleoilty.****  .,v  ,,„ ,,,,  ,,„  ,,,, ,,     0.68 


1.  Aggregate  length  of  line (miles)       340 

2.  Square  miles  of  surface  drained 10,200 

3.  Population  of  surface  drjuned,  including 
Cincinnati  and  St.  Louis 512,626 

4.  Density  of  population  per  square  mile . .  60 

5.  Ratio — as  a.scertained  above— of  way 
passengers  to  density 0.63 

6.  Way  passengers,  deduced  from  that 
ratio 31 

per  square  mile.  ' 

7.  Aggregate    way    passengers    thus  de- 
duced  316,200 

This  is  the  minimum,  amount  produced  by  any 
mode  of  calculation,  which  experience  has  fur- 
nished. Thus  we  have  above  the  average  number 
of  way  passengers  per  lineal  mile,  in  the  Pennsyl- 
vnnia  Central,  the  Baltimore  and  Ohio,  and  the 
Little  Miami,  which  is  1,200.  This  multiplied  by 
the  aggregate  miles  of  the  Cincinnati  and  St.  Louis 
line,  gives  411,060,  or  a  hundred  thousand  more 
than  the  other.  So  also  the  average  ratio  of  way 
passengers  to  the  deasity  of  population,  as  ascer- 
tained in  the  general  table  above,  is  four  fold  that 
drawTi  from  three  specific  roads  we  have  assumed 
as  the  basis  of  calculation.  It  is,  therefore,  quite 
certain  that  the  above  result  is  a  minimum  even 
for  the  existing  population  and  business. 

It  should  be  farther  observed,  that  the  actual 
surface  of  territory  from  which  way  passengers 
will  be  drawn  is  much  larger  than  a  belt  of  fifteen 
miles  on  each  side  of  the  road  above  allowed  for. 
That,  however,  being  the  average  territory  assum- 
ed for  other  roads  in  the  preceding  table,  is  also 
assumed  here,  in  order  to  finish  a  parallel  of  com- 
parison. 

10.    E.«!TIMaTE    op    P8EIGHT.S. 

On  pages  10, 12  (inclusive)  preceding,  we  have 
tables  of  the  surpluses  furnished  by  the  state  in 
which  the  road  lies,  and  of  the  shipments  from  St. 
Louis,  Cincinnati  and  Vincennes.  It  is  only  neces- 
sary to  ascertain  what  proportions  af  these  fairly 
belong  to  this  line,  in  order  to  estimate  the  receipts 
from  freight.  The  surface  of  Indiana  fairly  within 
the  control  of  this  road,  as  the  means  of  carrying 
oflTits  products,  is  one-fourth  of  the  state.  The 
surface  of  niinois  within  its  control  is  one-sixth. 
These  fix  the  proportions  sf  surpluses  in  those 
states  to  be  counted  as  tonnage.  St.  Louis  being 
the  main,  and  almost  the  only  great  emporium  of 
the  produce  trade  of  Missouri,  we  have  a  right  to 
count  on  one-tenth  of  the  surplus  of  Missouri,  and 
when  we  consider  the  tendency  of  all  our  grain 
products  to  the  eastern  markets,  it  will  probably 
furnish  more  than  I  have  allowed.  Of  groceries, 
merchandise,  and  manuufactures,  since  the  great 
mass  of  these  distributed  from  Cincinnati  and  St. 
Louis  goes  into  the  interior  of  Indiana,  Illinois  and 
Missouri,  we  may  assume  at  least  one  half  for  this 
road.  Even  this  amount  will,  in  consequence  of 
the  rapid  increase  of  that  trade,  soon  fall  short  of 
the  actual  quantity. 

Of  coal  iron,  timber  and  stone  to  be  transported 
from  the  mineral  depositories  east  and  west  of  this 
line,  I  here  say  nothing ;  because  we  have  at  pre- 
sent no  mode  of  estimating  the  extent  of  that  de- 
velopoment  of  mineral  resources  which  in  all  coun- 
tries must  follow  the  opening  of  new  lines  of  trans- 
portation. We  know  this  element  of  traflSc  must 
hereafter  be  large  ;  but  I  am  contented  to  leave  it 
merely  to  the  future.  The  table  of  tonnage  traffic 
constructed  on  tH«  principles  above  stated,  is  as 
follow*.      . 


Grain. . 

Cattle. .. 

Hogs..  .. 

Cheese . . 

Tobacco. 

Butter. . . 

Seed* 

Coffee... 

Sugar.. . 

Molasses. 

Merchan- 
dise. . . 

Manufac- 
tures.. 


15 


2,200 
2,0^ 


14,633 

It 

15,3S3 

i( 

216 

It 

636 

ti 

416 

u 

15 

u 

4,146 

<( 

10,090 

ti 

6,322 

it 

1 

22,862 

<(  ' 

12,500 

il 

374 ,678  tons. 

consumed  partlj 
and  sheep,  tran 
ed  into  meal,  wl| 
the  surplus  of  j^ 

In  the  table  of  ej 
(pages  11  and  \\ 
50,000  tons  of ' 
000  tons  of  gra 
smaller  articles, 
think  quite  low 
11  PiNk 
In  the  forego^ 
have  aimed  to 
trovertible  basisl: 


Totals..  143,765      134,798    41,100 

It  will  be  obs  ;rved  that  no  part  of  the  surplus 
of  Ohio  is  put  down  in  the  above  aggregate,  partly 
because  very  little  domestic  produce  goes  direct- 
ly west,  and  partly  that  whatever  does  go  may 
serve  to  make  up  for  errors,  if  thet«  should  be  any 
in  the  estimate  for  Indiana  and  Ilttnois. 

It  must  also  be  remarked,  that  what  is  estimat- 
ed above  as  tontagc  in  grain  is  not  necessarily  car- 
ried from  the  cojuntry  in  the  fortti  of  grain.     It  is 
by  other  animala^  such  as  horses 
orted  to  markets  or  manufactUr- 
isky,  etc.  In  .wnw  form,  however 
ain  is  carried  from   the  country. 

rts  from  Cincinnati  and  St.  Louis 
,)  it  will  be  seen  that  no  less  than 
isky  were  exported !  So  also  180,- 
n,  besides  thousiuids  of  tons  of 
The  estimated  eisport  of  grain  I 
nongh. 

L  ESTIMATE  op  PBOPITB. 

g  details  and  tabular  results,  I 
ace  the  conclusions  on  an  incon- 
the  known  resources,  statistics, 
and  railway  experience  of  the  country ;  neither  of 
these  are  doubtfpl  points.  We  know  the  resourccB 
of  the  Ohio  Valley  ;  we  have  acctirate  statistics  ; 
and  we  have  a  rfeilway  experience  now  springing 
from  a  business  Extending  over  tenthousand  miles, 
and  employing  throe  hundred  millions  of  capital. 
This  is  a  fnllnesfa  of  knowledge,  apd  an  sxtent  of 
experience,  whiuh  the  world  has  not  heretofore 
bad,  in  estimatiiig  the  results  and  profits  of  rail- 
ways. In  estimating  them  now,  therefore  we  are 
not  depending  on  speculation,  and  cannot  with  im- 
punity exaggerate.  We  consign  these  results  to 
the  most  careful  investigation  and  the  most  skep- 
tical scrutiny.  ] 

In  calculating  the  receipts  from  this  estimate  of 
passengers  and  tpnnage,  I  count  a  through  passage 
from  Cincinnati  to  St.  Louis  at  six  dollars,  which 
is  less  than  two  oents  per  mile.  Tkis  is  much  less 
than  the  average  charges  of  railways  in  the  United 
States,  but  is  noti  less  than  what  ex|>erience  teach- 
es may  be  profiUlble  to  the  proprietors. 

Lateral  passen^rsmay  be  equated  at  two-thirds, 
or  S4.  Way  passengors  cannot  safe^  be  estimated 
at  more  than  one-third,  or  $2,  a  1«^  portion  of 
these  going  but  short  distances. 

Freight  charged  may  be  assumed  at  the  rate  of 
charges  on  the  Western  Massachusetts  railway, 
which  is  about  A  per  ton,  between  Cincinnati  and 
St.  Louis.  Tonnage,  however,  iwhich  consists 
chiefly  of  the  produce  of  the  country,  and  the  dis- 
tribution of  merchandise,  can  only  be  equated  at 
half  distance,  or  #2.60  per  ton. 

16.  THE  FOLLOWING  TABLE  GITES  |rHE  COMPLETE 
RESULT  or  THI;  ABOVE  ESTIMATE^,  AND  THE  NET 
PROFITS  OP  THI  OHIO*  MISS.  RAlLt^AT  TO  ITS  PRO- 
PRIETORS, 

Through  pas- 
sengers. , . . 153 

Lateral    pas- 
sengers.. . 

Way  passen 
ger« 816J220    "       2  00 


1 


449  No     S6  00  qach 
4  00    '• 


96,375 


$920,694 
387,600 
682,44(1 


2f62 


AMERICAN    RAIL.ROAD    JOURNAL. 


Domestic  pro- 
duce  319,649  tons  2  60  p.  ton  799,124 

Groceries....   20,668    "  "        "  61,396 

Merchandise.  22,362    "  "        "  65,909 

Manufactures  12,600    "  "        "  31,250 


Total...  2,878,312 

The  average  proportion  of  expenses  in  American 
railways  is  45  per  ct.  of  the  gross  receipts.  The 
contract  to  finish  this  road  is  for  nine  millions,  and 
it  is  supposed  the  incidental  expenses  will  exceed 
another  million,  making  the  gross  cost  ten  million 
dollars.     We  have  then  tho  ultimate  result : 

Gross  receipts $2,878,312 

Expenses  45  percent 1,294,699 


Net  proceeds S1,583,G18 

Cost  of  construction S10,000,000 

Net  profits  per  annum $15,83  p.  cent. 

This  will  admit  of  a  steady  dividend  of  twelve 
per  cent.,  and  the  annual  appropriation  of  $383,- 
613  to  a  surplus  fund.  Should  the  road,  by  excess 
of  business,  require  an  additional  amount  of  capi- 
tal for  stock,  tracks,  stations,  etc.,  this  would  not 
impair  the  power  of  annually  making  a  net  profit 
equal  to  the  above  amount ;  for  the  ^ditional  bu- 
siness will  undoubtedly  produce  enlarged  receipts 
fully  equal  to  the  interest  on  the  capital  reqiurep. 

That  the  above  is  really  a  minimum  I  am  con- 
vinced from  a  test  derived  from  railway  experience, 
and  may  be  applied  by  any  one.  It  is  this :  How 
does  the  gross  receipts  in  this  estim.ate  compare 
per  mile  with  the  gi-o.ss  receipts  of  other  long  rail- 
ways in  actual  operation  1  Tho  three  great  lines 
from  Boston  to  Troy,  from  Albany  to  Buffalo,  and 
from  New  York  to  Erie,  in  all  about980  miles,  re- 
ceive in  round  numbers  eight  thousand  dollars  per 
mile.  The  above  table  gives  to  the  Ohio  and  Mis- 
sissippi railroad  $8,700  per  mile,  but  a  slight  dif- 
ference, and  which  bears  no  proportion  to  the  far 
greater  natural  resources  of  the  country  in  which 
this  road  lies,  and  the  far  greater  advantages  of 
its  position,  in  reference  to  the  great  cities  and  the 
great  vallies  of  the  continent. 

It  must  be  further  remarked  in  considering  the  a- 
bove  results,  that  they  have  beenbroughtout  by  cal- 
culating the  local,  direct  and  positive  trade  of  this 
road,  and  not  by  including  extraneous  influences, 
or  even  the  rapid  increase  of  commerce.  The  aid 
of  lateral  railways,  in  furnishing  passengers,  has 
indeed  been  estimated :  but  no  calculation  has 
been  made  of  that  immense  business  which  must 
be  brought  on  the  line  between  Cincinnati  and  St. 
Louis,  from  the  centralization  of  railways  in  those 
cities ;  nor  from  that  flowing  stream  of  commerce 
vast  in  magnitude  and  results,  arising  necessarily 
out  of  the  great  center  of  commerce  and  popula- 
tion, thus  connected  from  the  Hudson  and  the 
Delaware  to  the  Missouri  and  the  Platte.  In  fine, 
tiiere  is  more  danger  that  the  axial  line  will  not  be 
able  to  transact  business  upon  it,  than  that  it  will 
fall  short  of  what  its  most  sanguine  projectors  have 
anticipated. 

What  then  will  be  the  value  of  its  stock  1  Expe- 
rience has  proved  that  permanerU  six  per  cent,  stock 
soaintains  about  a  par  value.  If,  as  I  have  demon- 
strated, the  Ohio  and  Mississippi  railroad  can 
make  uniform  dividends  of  12  per  cent  annually, 
reserving  a  surplus  fmjd  sufficient  for  all  contin- 
gencies, then  the  uUimaU  value  of  the  stock  will 
be  200,  or  double  the  original  subscription.  I  am 
aware  that  the  highest  mark  reached  by  American 
railway  stock  is  135 ;  butthe  railways  where  stock 
have  obtained  that,  cost  double  what  this  will. 
Western  railways  have,  in  some  instances,  reached 
120  before  they  were  finished  r  and  that  given  by 
the  most  intelligent  capitalists,  who  have  not  failed 
to  look  into  the  most  important  facts  which  char- 
acterise the  growth,  commerce,  population,  and 
resources  of  the  central  west.  I,  therefore,  con- 
clude that  this  enterprise,  sodifficult to  commence, 
so  filled  with  arduous  labors  in  its  accomplish- 
ment, and  so  important  in  its  influences  on  the  fti- 
ternal  commerce  of  the  country,  will  amply  repay 
its  proprietors;  in  remunerative  profits  on  their 
stock,  and  io  the  reputation  of  a  great  and  noble 
work.  -     ;.-  '  '  I- 


Aeetdaats  on  fCallroads  mmA  ilkelr  e««ses. 

We  give  below  an  article  copied  from  the  Lon- 
don Times  in  refterence  to  the  causes  of  accidents 
on  railroads,  which  is  pregnant  with  instructions 
for  companies  in  this  country,  as  well  as  in  Eng- 
land. There  can  be  no  doubt  that  by  far  the  greater 
number  of  accidents  that  occur  on  railroads,  are 
directly  attributable  to,  and  might  be  prevented 
by,  an  observance  of  proper  precautions  on  the 
part  of  those  having  them  in  charge.  An  vnavoid- 
ablc  accident  may  be  placed  almost  beyond  the 
bounds  of  possibility,  although  we  admit  that  the 
entire  safety  will  cost  something  to  a  company.  In 
the  end,  however,  there  can  be  no  doubt  that 
vigilance  and  care  will  be  found  to  be  the  true 
economy: 

"Our  recent  surmises  respecting  a  possible  source 
of  railway  accidents  have  received  a  substantial 
confirmation  from  the  evidence  given  by  distin- 
guished engineers  at  the  Clifton  inquest.  In  ref- 
erence to  the  catastrophes  reported  as  'unaccount- 
able,' we  expressed  a  suspicion  that  these  results 
might  be  traceable  to  the  general  .Mtate  of  the  line 
or  the  condition  of  the  working  gear,  which  without 
being  conspicuously  bad,  might  be  so  far  impaired 
or  detoriated  by  use  as  to  be  unfit  for  extraordina- 
ry service.  On  Friday  la.st  Mr.  James  Nasmyth 
was  examined  upoji  the  condition  of  the  engine 
attached  to  the  train  at  the  time  of  the  Manches- 
ter accident,  and,  in  reply  to  the  (piestions  of  the 
Court,  he  stated  that  the  engine  was  'not  .so  tidy 
as  ho  could  have  wished.'  Being  further  interro- 
gated, he  said  that  'considering  its  age,  it  was  not 
open  to  any  very  serious  objection ;'  but,  when 
asked  explicitly  if  it  was  'fit/^  run  an  express  train 
at  30  miles  an  hour,'  he  replied  that  it  was  not, 
that  it  would  be  dangerous,  and  that  upon  this 
point  he  'had  no  doubt.'  Here,  then,  is  an  engine 
apparently  in  decent  repair,  and  not  absolutely 
condemned  even  upon  the  rigorous  scrutiny  of  a 
professed  inspector,  which  is  nevertheless  danger- 
ous when  attached  to  a  quick  train. 

"Mr.  Nasmyth  was  followed  by  Mr.  Fairbank, 
who,  with  some  difference  of  view,  admitted  the 
same  principle.  He  thought  the  axle  of  the  loco- 
motive must  have  broken  before  it  got  ofl"  the  rails. 
This  axle,  he  said,  was  properly  enough  construct- 
ed, of  good  average  material,  and  well  proportion- 
ed to  the  power  of  the  engine ;  and  yet  he  unhesi- 
tatingly put  a  limit  to  the  rate  at  which  it  might 
be  driven  with  safety.  'I  think,'  he  said,  'it  was 
a  safe  engine  to  run  at  30  miles  an  hour,  but  not 
al  45  or  50.  I  should  think  it  safe  up  to  40.'  Sub- 
sequently he  applied  the  same  principle  to  the  ca- 
pacity of  the  rails  themselves,  and  expressed  him- 
self still  more  unreservedly.  'It  is  entirely  he  ob- 
served, a  ([ueUion  of  time'  (/.  e.,  of  speed).  'I 
should  say  the  rails  would  be  safe  for  50  miles  an 
hour.  I  think  I  could  venture  to  run  over,  with 
the  rails  as  they  now  exist,  at  that  pace.'  So  that 
a  rate  of  velocity  certainly  not  above  that  attained 
twice  or  three  times  a  day  on  most  trunk  lines  is 
sufficient,  not  only  to  make  a  tolerable  good  engine 
dangerous,  but  to  render  the  very  rails  unsafe. 

"After  Mr.  Pairbank's  testimony  came  that  of 
Capt.  Wynn,  the  Government  Inspector  of  Railways, 
which  we  reported  in  our  impression  of  yesterday. 
Captain  Wynn  did  not  concur  exactly  with  either 
Mr.  Fairbank  or  Mr.  Nasmyth  in  their  respective 
views;  but  he,  too,  attributed  positive  danger  to 
certain  rates  of  speed,  combined  with  certain  con- 
ditions of  the  line.  'I  think,'  said  he,  'the  line  is 
dangerous  for  trains  at  high  speed.  I  don't  think 
trains  should  pass  over  it  at  80  miles  an  hour.  * 
*  *  *  I  think  the  part  of  the  line  I  was 
describing  unfit  for  25  miles  an  hour.  I  think  20 
miles  an  hour  might  be  safe.'  The  full  importance 
of  this  discrimiation  will  behest  appreciatod  from 
what  presenily  followed.  'I  wish,'  said  Captain 
Wynn  'to  make  one  observation.  I  do  not  think 
this  is  an  extremely  bad  line,  as  an  exceptional 
case.  I  regret  to  say  that  there  are  a  great  many 
lines  in  the  kingdom,  where  very  high  speeds  we 
maintained,  of  which  this  line  is  only  a  type,'— 


According,  therefore ,  to  this  evidence,  the  evidence 
of  a  competent  and  impartial  witaeas,  a  great  num- 
ber of  railways  must  be  every  day  running  traitis 
under  conditions  utterly  incompatible  with  the 
probable  .safety  of  the  passengers.  No  wonder 
accidents  are  on  the  increase. 

"The  fact  is  that  the  capacity  of  all  railway 
gear  are  estimated  positively,  when  they  ought  to 
be  calculated  relatively.  A  good  engine  on  a  good 
line  will  travel  60,  or  even  seventy  miles  an  hour, 
and  therefore  60  or  70  miles  an  hour  is  set  down 
as  a  rate  of  velocity  safely  attainable  in  railway 
travelling,  whereas  not  one  line  out  of  ten,  per- 
haps, or  one  engine  out  of  twenty,  is  fit  for  such 
service.  All  great  velocities  are  of  course  attend- 
ed with  their  own  peculiar  risks,  for  an  accident 
means  a  sudden  stoppage,  and  the  shock  of  a 
sudden  stoppage  is  proportioned  to  the  velocity  of 
a  train.  But  velocity  with  incompetent  engines 
and  on  unfit  lines  brings  a  danger  not  its  own,  that 
is  to  say,  it  makes  those  instruments  of  locomotion 
unsafe,  which  were  safe  enough  at  low  rates  of 
speed,  What  increases  this  diflBculty,  too,  is  that 
the  distinction  between  safe  and  unsafe  engines 
may  be  difficult  to  draw,  and  even  a  periodical 
cla.ssification  of  them  according  to  their  capacities 
might  not  always  be  accurate.  Still  more  embar- 
rassing is  the  condition  of  the  line ;  for,  wherca.s 
engines  may  be  selected  and  adapted  to  the  velo- 
cities of  particular  trains,  the  line  must  remain 
the  same  for  all  trains,  and  the  conclusion  will  be 
that  no  express  trains  can  be  safely  run  upon  any 
line  unless  the  rails  are  always  in  the  best  possible 
condition  throughout. 

The  verdict  of  the  jury  sufficiently  indicates  the 
impression  left  by  the  evidence  in  this  particular 
case.  They  found  that  tho  driver  (who  lost  his 
own  life)  was  guilty  of  manslaughter  in  driving  at 
excessive  speed ;  that  the  engine  was  not  a  proper 
one  ;  and  that  the  permanent  way  was  defective 
and  unsafe.  Now,  these  are  all  conclusions  bear- 
ing strongly  upon  the  management  of  the  railway, 
and  yet  in  many  instances  they  would  have  been 
slurred  over  or  denied  by  managers,  and  the  acci- 
dent would  be  set  down  as  one  for  which  'it  was 
impossible  to  account.'  Railway  authorities  have 
been  accustomed  to  think  nothing  proved  against 
themselves  unless  some .  gross  and  palpable  mis- 
deed has  been  established  as  the  cause  of  accident. 
Yet  a  train  may  start  at  the  right  time,  be  driven 
by  steady  and  sober  servants,  andkeep  within  the 
allowable  rate  of  velocity,  while  the  journey,  nev- 
ertheless, may  be  rendered  entirely  unsafb  by  a 
badly-constructed  or  ill-repaired  line,  and  an  en- 
gine past  its  work. 

"We  can  descem  no  suggestion  for  the  removal 
of  these  liabilities  in  the  reports  hitherto  made  by 
the  'sitting  committee,'  whose  attention,  indeed, 
appears  to  have  been  exclusively  turned  to  the 
constitutional  question  of  railway  algamation.  It 
is  obvious  that  the  companies  have  a  direct  inter- 
est in  maintaining  their  lines  at  as  small  an  ex- 
pense as  possibly,  in  running  an  engine  as  long  as 
it  will  hang  together,  and  staving  off  the  costly 
job  of  repairing  their  permanent  way.  The  inter- 
est of  the  public,  on  the  other  hand,  is  directly 
opposite,  for  it  is  now  clear  that  a  certain  condi- 
tion of  either  rails  or  engine,  or  of  both  in  ccwi- 
junction,  may,  although  short  of  visible  imperfec- 
tion, lead  as  immediately  to  disaster  as  a  drunken 
stoker  or  a  code  of  vicious  regulations.  A  corres- 
pondent remarked  the  other  day  with  much  reason, 
that  the  visits  of  Government  inspectors  are  usualy 
paid  at  those  very  periods  when,  in  some  respects, 
they  were  least  needed ;  that  is  to  say,  when  the 
line  was  quiet  new  and  every  thing  made  neat  and 
trim  for  the  ocasion ;  whereas  .an  inspection  two 
or  three  years  afterwards,  combined  with  a  search- 
ing inquiry  into  the  magnitude  and  velocity  of  the 
trains,  might  be  instituted  with  greater  prospect 
of  utility.  From  what  transpired  at  the  Clifton 
inquest,  it  seems  that  the  condition  of  the  line  was 
so  manifestly  faulty  as  to  be  open  to  instant  detec- 
tion, and  yet,  for  want  of  some  safeguard,  the  traf- 
fic was  taken  over  it,  as  usual,  without  the  least 
scruple,  until  the  catastrophe  actually  occurred.— 
We  now  ask  what  is  to  {Movent  similar  catastrophes 
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on  those  numerous  other  lines  which  are  working, 
as  the  Government  Inspector  declares,  under  pre- 
cisely similar  conditions,  and  may  therefore  be 
daily  expected  to  ftimish  the  same  results  V 

.    .      Joamal  ot  Kallroad  Ijaw. 

DAMAGE  FROM  LOCOMOTIVES. 

It  seems  from  the  late  English  case  of  Higkam, 
vs.  the  East  Lancashire  railway  company,  that  the 
art  of  preventing  mischief  from  the  sparks  of  loco- 
motives has  not  there  been  fully  attained.  The 
plaintiff  was  in  possession  of  a  tract  of  moss-land 
adjacent  to  the  said  railway.  The  moss  having 
become  exceedingly  dry  at  one  period  during  the 
last  Autumn,  it  was  several  times  in  one  day  igni- 
ted from  the  sparks  of  defendants'  locomotive,  and 
the  fire  so  occasioned  was  only  extinguished  with 
much  diflSculty.  It  was  urged  in  defence,  at  the 
trial  in  this  case,  that  the  sparks  could  not  have 
issued  from  the  locomotives,  as  the  blast  pipe  was 
pushed  so  far  into  the  funnel  as  to  prevent  such  an 
accident.  It  was  also  urged  that  the  fire  had  prob- 
ably been  caused  from  sparks  blown  from  other 
moss-land  near  that  in  question,  as  the  practice 
prevails  ofbuming  the  moss  for  manure.  The  de- 
fence however,  proved  unavailing,  and  the  jury 
awarded  to  the  plaintiff  the  amount  of  damage 
sustained,  viz :  X37. 

DISREGARD  OF  TIME  TABLE. 

In  Barlow  vs.  the  Yorkshire  and  Lancashire  rail- 
way company,  the  plaintiff  was  a  young  lady  who 
had  obtained  a  situation  as  Oovemess  at  £40  a 
year.  She  had  purchased  a  ticket  for  the  first 
class  cars,  for  the  purpose  of  proceeding  to  her 
place  of  destination  beyond  Liverpool.  The  trains 
proved  to  be  exceedingly  crowded,  and  she  could 
only  obtain  entrance  into  a  2nd  class  car.  The 
tram  in  which  she  went  was  also  three  quarters  of 
an  hour  behind  time,  in  consequence  of  which  a 
collision  occurred.  The  plaintiff  was  badly  bruised 
and  severely,  if  not  permanently  lamed.  She, 
with  difficulty,  after  the  accident,  found  her  way 
to  the  boose  of  a  relative,  a  sm^geon,  but  was  com- 
pelled to  abandon  all  thoughts  of  fulfilling  her  en- 
gagement as  Governess,  which  she  accordingly 
lost. 

The  Jury  awarded  to  her  £375  as  damages. 

Another  late  English  case,  however,  tends  to 
show  that  courts  are  not  disposed  to  be  oppressive 
in  respect  to  contracts  with  railroad  companies-  In 
the  case  last  referred  to,  the  plainttff  was  subjest- 
ed  to  delay  in  consequence  of  a  train  being behihd 
time  several  hours ;  but  the  railway  company  prov- 
ed that  their  default  had  been  occasioned  by  a 
very  extraordinary  pressure  of  travel,  and  that  they 
had  as  soon  as  practicable  prepared  a  special  train 
for  the  purpose  of  expediting  the  progress  of  the 
plaintiff,  and  consequently  the  Judge  discharged 
the  compMiy  from  liability.  *  .■^.iy-^f..  -^^if^^.. 

LIABILITY  OP    RAILWAY  DIBECTOBS. 

On  the  8th  of  October  last,  occurred  a  disastrous 
collision  upon  the  North  British  railway  line  in 

Scotland.  The  parties  immediately  concerned  in 
occasioning  the  accident  were  prosecuted,  but  a 
distinct  assurance  was  given  by  the  court  that  up- 
on the  taking  place  of  a  similar  accident  the  ut- 
most rigor  of  the  penal  law  of  Scotland  will  be  ex- 
ecuted to  punish  those  who  will  be  deemed  prin- 
cipally responsible  in  the  case.  The  purport  of  the 
language  used  by  the  Lord  Chief  Justice  Clerk,  is 
as  follows : 
"  After  wbAt  has  been  disclo«ed  by  the  eridenctldd 


in  this  case,  it  would  be  idle  to  think  of  prevent- 
ing the  occurrence  of  such  disasters  without  hold 
ing  the  directors  and  managers  of  roads  to  the 
strictest  responsibility.  It  seems  that  the  same 
state  of  things  in  respect  to  the  road  has  been  suf- 
fered to  exist  since  as  existed  before  the  accident. 
This  is  of  course  permitted  at  the  peril  of  the  di- 
rectors, and  if  another  collision  occurs,  the  direct- 
ors will  probably  be  involved  in  a  criminal  prose- 
cution." 

THE  VALIDITY  OP  A  RAILWAY  CONTRACT  ftCESTIONBD. 

In  the  case  of  Johnson  and  others,  vs.  the  Shrews- 
bury and  Birmingham  railway  company,  which  hns 
lately  been  discussed,  upoh  a  motion  for  an  injunc- 
tion, in  the  English  court  of  Chancery,  the  com- 
plainauts  had  contracted  with  defendants  to  take 
charge  of  and  manage  their  rolling  stock,  engines, 
carriges,  and  way  for  seven  years;  but  the  defend- 
ants reserved  the  right,  under  certain  circumstan- 
ces, to  terminate  their  contract,  and  to  resume 
possession  and  control  of  their  property. 

It  seems  that  at  the  time  of  the  application  for 
an  injunction,  the  compsmy  had  taken  the  initia- 
tory steps  necessary  for  terminating  the  contract, 
and  the  complainant  prayed  the  court  to  enjoin 
them  against  proceeding  further. 

This  however,  the  Chancellor  refu.sed  to  do,  and 
in  giving  his  opinion  upon  the  application  in  ques- 
tion, he  commented  with  fore  3  upon  the  following 
singular  clause  contrived  in  the -contract  under  ex- 
amination, in  every  line  of  which  a  lawyers  hand 
is  visible.  .  .     :' 

"  Provided,  also;  that  the  contractors  shall  not 
be  liable  for  any  loss,  damage,  and  compensation 
or  other  payment  recovered,  or  recoverable,  from 
the  railway  company  in  respect  of,  or  any  damage 
or  injury  to,  any  passenger  or  live  stock  or  goods 
conveyed  in  such  trains  as  are  hereinafter  men 
tioned,  except  when  caused  by  the  neglect  of  the 
contractors  or  their  servants ;  but  in  such  case  the 
liability  of  the  contractors  shall  not  in  any  one 
case  exceed  £200,  for  all  the  deaths,  damages  and 
losses  resulting  from  such  accidents." 

The  Chancellor  suggested  that  such  a  stipulation 
might  be  considered  as  conb-ary  to  public  policy 
It  was  in  fact  a  license  to  kill  as  many  people  as 
they  chose  on  paying  £200  in  each  case.  The  stip- 
ulation virtually  deprived  the  public  of  the  guar- 
anty which  their  safety  required. 

This  point  however,  will  be  more  fully  exam- 
ined hereafter,  upon  the  final  argument  of  the  case 

THE  LIABILITY  OP  A  RAILWAY  COMPANY  TO  A 
SERVANT. 

The  Court  of  Appeals,  last  week,  decided  the 
appealed  caoe  of  Keegan,  vs,  the  Western  raMroad 
company,  t...-.  - .    -v>^:vr;  s?,  .-," '■>        C  v 

This  was  a  case  in  which  the  plaintiff,  a  fireman, 
engaged  by  defendants,  was  injured  by  a  defective 
boiler,  whose  bad  condition  had  been  reported  to 
the  company  by  their  engineer,  as  was  shown  by 
their  books. 

The  court  held  the  company  to  be  liable,  and 
distinguished  the  case  in  question  from  that  class 
of  cases  in  which  an  agent  or  servant  complaiDS  of 
an  injury  occasioned  by  the  negligence  .of  another 
servant  or  agent  engaged  in  the  same  general  bu- 
siness. In  the  class  of  cases  last  mentioned,  the 
New  York  courts  have  held  that  the  party  injured 
by  the  act  of  a  fellow  servant  or  feQow  agent  may 
claim  damages  of  such  fellow  servant  or  fellow 
agent,  but  not  of  their  employers.  But  in  the  case 
above  mentioned  the  railway  company  were  deem- 
liftble  fts  aduai  wrong  doers,  both  io  respect  to 
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the  public  and  their  employees,  for  continuing  to 
use  a  boiler  which  Ihey  knew  to  be  defective. 

But  in  this  connexion  it  may  be  observed  that 
the  Supreme  court;  of  Ohio  holds  tift  a  principal 
is  liable  for  an  injury  sustained  by  an  employee 
through  the  careUssness  of  another  employee  to 
to  whom  the  injurid  party  is  subordinate. 

Pern  and  tndlamapwlte  Ratlroad. 

The  president  o^  this  company  ha«  effected  an 
arrangement  with  Messrs.  A.  DeGraff  &  Co.,  their 
contractors,  which  secures  the  completion  of  the 
road  to  Eokomo  by  the  first  day  of  August  next, 
and  to  Peru  by  tae  first  day  of  September.  At 
Kokomo  it  will  connect  with  a  line  to  Logansport, 
which  is  also  expeeted  to  be  completC'd  by  that  pe- 
riod. [ 

A  new  route  wil  thus  be  opened  i  for  northern 
trade  and  travel,  ;  nd  the  present  business  of  the 
road  warrants  the  1  >elief  that  a  very  large  amount 
of  business  will  be  don<;  over  the  road  as  soon  as 
it  is  completed.  Il  must  be,  beyond  all  question 
the  cheapest  route  for  the  heavy  produce  going 
north  from  Centrrt  Indiana,  and  Ibr  all  heavy- 
goods  imported  fro  n  New  York ;  a  change  in  the 
present  course  of  ti  ade  is  inevitable. ;  Within  the 
past  year  goods  halre  been  transported  down  the 
Wabash  and  Eric  daual  150  miles  below  Peru,  to 
Terre  Haute,  and  thence  by  railroad  to  this  city, 
(Indianapolis,)  at  i .  lower  rxOe  than  ^>y  any  other 
route. 

The  passenger  cirs  made  the  trip  Ito  Cicero  on 
Monday,  a  point  six  miles  above  Notlesville,  and 
will  continue  regul  irly  hereafter.  It  5s  in  contem- 
plation to  reach  ~ 
Slate  Journal, 


pton  by  the  Ist  df  May. — ln4. 
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1        Oblo  and  P<  MMajrl'ramla  R«llr*»d. 

It  is  with  feelings  of  unalloyed  gratification  that 
we  are  permitted  t )  aimounce  the  cbeering  fact, 
that  the  Ohio  and  Pennsylvania  railroad  is  com- 
pleted from  its  eas^m  terminus  at  Pittsburg  to  its 
westerii  terminus  att  Crestline.  To-dwy  the  trains 
will  commence  the  ir  regular  trips  between  the  two 
points.  ' 

The  consummation  of  a  work  so  important  to 
this  place,  is  an  event  of  no  small  oioment  to  us, 
and  will  be  hailed  with  joy  by  all  o«ir  citizens. — 
Some  six  years  ago,  we  commetced,  in  the 
Gazette,  an  earnest  and  persevering  advocacy  of 
a  western  railroad,  and  although  we  were  met  at 
first  with  but  little  encouragement  a*d  sympathy, 
our  faith  in  its  final  success  was  too  strong  to  per- 
mit our  exertions  tb  fiag,  and  the  resfilthas  proved 
the  correctness  of  Our  positions,  and  verified  every 
assertion  we  made.  We  mention  these  things  not 
in  a  spirit  of  boastteg,  "but  to  show  tlie  ground  of 
the  gratification  w^  feel  at  an  event  Io  interesting 
to  every  friend  of  ithis  great  enterprise. 

To  the  president)  directors  and  officers  of  the 
company,  too  much  praise  cannot  be  given.  Never 
has  a  company  beeki  better  manaeed.  Its  president 
and  chief  engineer,  especially,  have  devoted  to  it 
ripe  experience  and  iinflagging  ener^es  from  the 
first  commencemenjt  to  the  present  nioment ;  and 
to  them  are  the  pe(^ple  of  Pittsburg  in  a  great  mea- 
sure indebted  for  the  gratifying  consummation  of 
their  hopes.  ' 

This  city  now  his  one  railroad,  feculiarly  its 
own,  nearly  two  hiindred  miles  lon^,  connecting 
us  with  the  great  n^t  of  railroads  rasiifying  thro' 
every  part  of  the  slates  of  Ohio,  Indiana  and  Illin- 
ois— a  railroad  whi^h  will,  through  all  time,  pour 
the  riches  of  the  ^est  into  our  lap,  and  promote 
the  prosperity  of  fhis  city — and  a  uailroad,  too, 
iwhich  will  richly  reward  its  stockholders,  payine 
handsome  dividenfls,  and  proving  Itself  to  be 
among  the  very  saiest  securities  in  the  land. 

But  this  enterpripe  has  not  been  barren  of  other 
fruits.  It  has  alreidy  given  birth  to  several  im- 
portant railroad  projects,  all  of  which  will  prove  of 
immense  value  to  t  lis  city.  The  Bellefontaine  and  . 
Indiana  railroad,  t  le  Ohio  and  Indiana  railroad, 
the  Fort  Wayne  iod  Chicago  railroad,  and  the 
Springfield  and  Mount  Vernon  railroad,  and 
two  or  three  otberf^  are  all  the  legitifuate 
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of  the  Ohio  and  Pennsylvania  railroad.  They  were 
all  undertaken  to  connect  with  our  road,  and  as  a 
part  of  its  great  system  of  connections. — They  will 
be  all  feeders  to  it,  and  help  to  swell  its  golden 
profits.  Truly  its  conception  was  a  happy  thought 
for  Pittsburg,  and  its  completion  is  a  bright  era  in 
her  history. — Correspondence  of  tke  Pitisburg  Ga- 
zette. 


Ameiiean    Railroad  Jonmal. 


Saturday,  April  !I3,  1853. 


Book  and  Job  Prmting. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL,'* 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectftilly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printtno  of  Eochibits, 
T^me-tables,  Circulars,  Tickets,  i$-c.,  (f-c. 

J.  H.  SCHUL.TZ  &  CO. 

WNew   York  April  9,  1858. 


The  contractors  are  well  known  as  able  and  effi- 
cient men,  who  thoroughly  understand  their  busi- 
ness, and  we  can  assure  the  public,  that  the  road 
will  be  completed  at  the  earliest  period  possible, 
taking  into  consideration  the  magnitude  of  the  un- 
dertaking. 

The  project  has  the  entire  confidence,  and  the 
warm  support  of  those  most  interested  in  its  con- 
struction. The  city  of  Louisville  has  subscribed 
S1,000,000  to  its  stock,  in  addition  to  individual 
subscriptions.  The  city  of  Nashville  has  just  sub- 
scribed $600,000.  The  counties  upon  its  line  have 
been  equally  liberal.  The  company  commence 
operations  with  an  amount  of  stock  upon  their 
books,  which  will  enable  them  to  obtain  money, 
either  in  this,  or  a  foreign  market,  upon  the  most 
liberal  terms. 


IiOaUvlIle  and  Nashvlllr  RaUroad  under 
Contract. 

We  learn  from  the  Louisville  Journal  that  the 
entire  line  of  this  road  has  been  placed  under  con- 
tract to  Messrs.  Seymour  &  Co.  We  also  under- 
stand that  the  mission  to  London,  of  the  Chief 
Engineer  of  the  company,  L.  L.  Robinson,  Eaq., 
for  the  piuT)ose  of  disposing  of  the  securities  of 
the  company,  was  entirely  successful.  The  work 
of  construction  will  be  commenced  at  once,  and 
the  company  will  be  in  possession  of  ample  means 
for  its  vigorous  prosecution. 

The  early  completion  of  this  road  is  a  matter  of 
the  utmost  importance,  not  only  to  the  parties  im- 
mediately upon  its  line,  but  more  so,  if  possible, 
to  the  connecting  roads,  to  the  travelling  public, 
and  to  the  interest  of  commerce  throughout  the 
country.     The  cities  of  Nashville  and  Louisville 
are  the  focal  points  of  extensive  systems  of  rail- 
roads :  the  latter  being  the  point  of  convergence 
of  roads  in  progress  for  the  cities  of  Charleston 
and  Savannah  on  the  Atlantic  coast,  Mobile  and 
New  Orleans  on  the  Gulf,  and  Vicksburg  and  Mem- 
phis on  the  Mississippi  river.     From  Louisyille, 
numerous  railroads  are  in  progress,  radiating  in 
northwesterly,  northerly,  and  northeasterly  direc- 
tions.    The  importance  of  connecting  these  two 
systems  of  railroads,  as  well  as  the  above  cities, 
which  are  now  the  seats  of  an  extensive  com- 
merce, will  be  at  once  appreciated.     Before  the 
completion  of  this  road,  the' Lake  and  Gulf  States 
win  be  brought  within  easy  distance  of  each  other, 
and  an  appropriate  channel  opened  for  the  inter- 
change of  their  widely  different  products.     In  this 
country  the  natural  routes  of  commerce  are  at 
right  angles  to  the  parallels  of  latitude.     The  line 
of  the  above  road  corresponds  to  the  natural  di- 
rection of  trade,  and  it  must  derive  a  verj-  large 
income  as  one  of  the  great  carriers  between  the 
north  and  the  south.     It  would  be  difficult  to  point 
out  a  route,  where  a  road  is  more  needed,  or  one 
that  promises  a  better  return.    It  traverses  an  ex- 
ceedingly fertile  and  well  settled  country,   for 
which  it  opens  outlets  to  markets,  in  convenient 

directloDi. 


Dhlladclpl&la,   'WlImlnKton   and   Baltimore 
Railroad. 

It  will  be  cause  for  rejoicing  to  those  who  are 
f^quent  travellers  over  this  road  to  know  that  the 
bill  authorising  the  construction  of  a  bridge  across 
the  Susquehanna,  at  Havre  de  Grace,  by  the  above 
company,  has  become  a  law.     It  is  to  be  hoped 
the  erection  of  the  bridge  will  be  pushed  forward 
with  all  possible  despatch.    The  completion  of  this 
structure  will  shorten  the  time  from  Philadelphia 
to  Baltimore  about  half  an  hour.     So  far,  so  good. 
Now,  if  the  legislatures  of  New  Jersey  and  Mary- 
land would  just  continue  "  their  labors  for  the  en- 
couragement of  travel"  through  those  states,  by 
abrogating  the  Washington  line  of  roads  from  per 
capita  taxes,  so  that  rates  of  fare  could  be  made 
comparatively  reasonable,  they  would  have  per- 
formed an  office  entitling  them  to  the  gratitude  of 
the  people  of  several  states.  And  why  should  they 
not  ?     If  trade  and  commerce  shall  pass  free  and 
unrestricted  from  state  to  state  in  this  confedera- 
cy, why  should  not  people  have  the  same  constitu 
tional  privileges  1    And  if  a  state  desires  that  her 
people  should  become  commercial  as  well  as  agri- 
cultural, in  their  character,  and  great,  and  power- 
ful, and  wealthy  on  sea  and  on  land,  is  it  good  poli- 
cy for  such  state  to  impose  taxes  which  tend  to 
keep  traders  and  capitalists  from  coming  into,  or 
passing  through  her  territory  1     If  they  may  not 
come,  nor  pass  thoough,  how  can  they  buy  or  sell, 
or  barter,  or  trade,  or  get  rich  by  traffic  ?  Perhaps 
there  is  no  other  one  thing,  setting  aside  natural 
situation,  which  tends  so  greatly  to  retard  the 
commercial  growth  of  Baltimore  and  Philadelphia 
as  those  odious  railway  restrictions  and  taxes,  by 
which  companies  are  hampered  in  the  first  instance, 
and  which  they  afterwards  use  to  prevent  the  char- 
tering of  new  and  competing  lines.     The  fact  is, 
people    will  not    travel    over  poor  roads    at    a 
slow  rate  and  expensive  fares,  when  they  can  go 
quicker  aud  cheaper  by  a  route  which  in  actual 
measurement  is  longer.    But  distance  is  no  longer 
measured  by  miles,  but  by  hours.     Time  is  now 
money  with  the  business  man,  most  emphatically, 
and  in  point  of  time  New  York  is  nearer  the  great 
west  than  either  of  her  southern  sister  cities ;  so 
also  in  point  of  cost.     How  then  can  those  cities 
expect  to  thrive  in  commerce,  while  they  encour- 
age systems  of  railways,  which  tax  every  man  who 
comes  to  trade  with  them  1    Such  treatment  says 
virtually  to  the  customer,  "  you  are  a  nuisance,  a 
bore,  and  you  shall  not  trade  with  us  or  pass  our 
borders  on  railways,  without  paying  us  for  the  pri- 
Tlto^.    Wd  do  not  want  your  trade  and  will  not  I 


have  it,  unless  you  will  pay  us  a  bonus  for  the  per- 
mission to  buy  our  goods  and  sell  us  your  produce." 
The  passage  of  the  above  bill  howerer,  gives 
room  for  a  little  hope,  and  who  knows  what  might 
be  accomplished  another  session,  by  the  united  in- 
fluence and  exertions  of  the  three  great  cities  of 
New  York,  Philadelphia,  and  Baltimore. 

Brlflitenlns  prospeets  of  the  Hudson  River 
Railroad. 

We  had  supposed  that  the  through  business  was 
the  chief  dependence  of  this  road,  and,  as  no  pas- 
senger trade  at  one  cent  a  mile  can  be  fairly  re- 
munerating, we  had  concluded  against  this  road 
ever  being  profitable  to  its  owners ;  but,  we  are 
happy  to  learn,  from  a  reliable  source,  that  five- 
sevenths  of  the  income  from  fares  during  the  past 
year  were  received  from  way  passengers ;  and  that 
there  was  a  twenty-five  per  cent  increase  of  the 
way  business  during  the  year. 

The  way  fares,  taking  the  average  of  winter  and 
summer,  are  about  one  and  two-thirds  of  one  cent 
per  mile.  This  is  a  remunerating  rate,  if  the  busi- 
ness shall  become  as  large  as  the  capacity  of  the 
road ;  and  an  increase  of  twenty-five  per  cent,  in 
one  year,  is  a  strong  encouragement.  The  popu- 
lation along  the  river  cannot  have  increased  at  so 
high  a  rate,  and  this  proves  that  the  people  are 
giving  the  preference  to  the  road  at  the  present 
fare. 

The  experiment  of  making  this  road  in  competi- 
tion with  the  river,  was  dangerously  bold ;  but  it 
certainly  gives  present  indication  of  creating  for 
itself  a  successful  result.  And  we  are  the  more 
disposed  to  cherish  this  hope  from  the  fact  that 
its  daily  number  of  passengers  has  been  steadily 
increasing  since  the  opening  of  river  navigation. 

The  intimation  of  a  third  track  along  the  whole 
length  of  the  Island  of  New  York,  especially  for 
city  trains,  is  of  great  interest  to  the  people  of  the 
city,  and  is  likely  to  incline  the  Common  Council 
and  the  citizens  at  large  to  give  the  company  ev- 
ery advantage  for  deliviering  its  passengers  and 
freight,  in  the  easiest  way,  at  the  heart  of  the  city. 
Horses,  as  well  as  men,  grow  familiar  with  the  lo- 
comotive, and  welcome  the  nearer  approach  of  the 
power  which  gathers  the  wealth  of  the  .world  at 
the  great  seats  of  commerce.      J.::      .      /<•; 

The  facts,  that  this  road  has  never  cost  the  life 
of  a  passenger,  that  it  is  the  only  road  in  America 
which  maintains  a  signal  guard,  and  that  it  works 
at  lower  rates  and  higher  speed  than  any  other 
road,  entitles  it  to  every  possible  facility  for  work- 
ing out  the  problem  of  ultimate  success.  * 

Peoria  and  Oqua^rka  Railroad. 

The  Burlington  (Iowa)  Telegraph,  of  the  22nd., 
notes  the  return  of  Judge  Mason  and  Mr.  Grimes, 
Burlington  Directors  in  the  above  road,  from  a 
regular  meeting  of  the   Directors  at  Knoxville. — 
Their  report  is  favorable  to  the  early  completion 
of  the  road,  not  only  to  Peoria,  but  of  its  exten- 
sion to  Logansport,  Ind.,  from  which  connections 
are  soon  to  be  formed  with  the  eastern  cities,  and 
with  Cincinnati  dtc.      The  work  is  rapidly  pro-  • 
gressing  between  this  point  and  Peoria,  and  the 
only  drawback  is  the  difficulty  in  procuring  an  - 
adequate  number  of  laborers — a  difficulty  which 
will  doubtless  soon  be  remedied.      About  three- 
fourths   of  the  grading  between  this  place  and 
Monmouth  is  already  completed,  and  the  whole  of  • 
it  will  be  ready  for  the  rails  about  the  Ist.  of  July  ' 
next, 


rJ 


AMERICAN    RAILROAD    JOtTRNAL. 


265 


The  recent  gauge  law  of  thifl  sUte,  requiring  all 
roads  to  adopt  the  five  feet  eight  and  a  half  inch 
goage  baa  been  unconditionally  repealed.  If  the 
state  will  take  one  step  in  the  right  direction,  and 
adopt  the  general  railroad  gauge  of  New  York,  she 
will  do  more  for  the  developement  of  her  resources, 
and  the  promotion  of  her  real  prosperity,  than  all 
she  has  done  for  twenty  years  past.  As  it  is,  she 
is  now  cursed  with  a  monopoly  which,  like  the  dog 
in  the  manger,  will  neither  accommodate  a  trade 
pressing  toward  Philadelphia,  nor  allow  others  to 
do  so.  The  Philadelphians  contend,  that  that  city 
should,  by  virtue  of  her  inherent  strength,  become 
the  commercial  centre  of  the  country.  If  this  be 
the  fact,  they  ought  to  encourage  the  construction 
of  roads  in  every  direction,  instead  of  endeavoring 
to  check  their  progress,  as  they  now  do.  The  true 
policy,  as  far  as  their  own  state  is  concerned,  is  to 
make  the  privilege  of  building  railroads  a  right 
common  to  citizenship,  instead  of  conferring  it  upon 
a  few,  who  use  their  privileges  more  with  an  eye 
to  their  own  advantage,  than  to  the  public  good. 

Stt  IJoais  and  Iron  Manntaln  Railroad. 

We  learn  from  St.  Louis  papers  that  the  engi- 
neer, Mr.  MoRLEY,  having  charge  of  the  surveys 
for  this  road,  has  just  reported  the  resultof  his  op- 
erations to  the  board  of  directors,  who  will  take 
action  upon  it  in  a  few  days' 

The  estimates  of  cost  and  distances  form  three 
or  four  different  combinations  aU  entirely  practic- 
able, with  maximum  grades  of  forty-five  feet. 
More  than  half  the  road  is  less  than  25  feet  to  the 
mile. 

The  distance  from  the  foot  of  Hazel  street,  in 
St.  Louis,  and  then  within  three  miles  of  Potosi  to 
Iron  Mountain,  is  82  8-100  miles. 
Estimated  cost  of  construction  p.  mile.     S29,337  23 
Total  cost  of  construction 1,408,000  00 

From  the  foot  of  Hazel  street  and  seven  miles 
east  of  Potosi  to  Iron  Mountain,  79  11-100  miles 

Cost  per  mile $30,689  49 

Total  cost  of  construction 2,428,000  00 

From  the  junction  with  the  Pacific  road  near 
Rock  Spring,  through  Carondelet  to  Iron  Mountain 
79  06-100  miles. 

Cost  per  mile $28,319  73 

Total  cost  of  construction 2,278,200  00 

The  cost  per  mile  is  about  the  same  as  the 
branch  road.  The  distance  between  St.  Louis  and 
Iron  Mountain  is  about  twenty  miles.  It  is  under- 
stood that  further  surveys  will  be  made. 

Hanntbal  and  St.  Josepli  Railroad. 

This  road  is  advertised  for  contract,  and  ample 
means  are  provided  for  the  construction  of  the 
whole  line.  It  will  connect  the  Mississippi  and 
Missouri  by  a  route  through  northern  Missouri, 
and  as  it  can  be  built  with  great  expedition,  it  wiU 
be  the  first  railroad  that  will  reach  the  Missouri 
river.  In  this  manner  is  our  whole  railroad  system 
moving  with  a  giant's  pace,  under  the  impulse  of 
private  enterprize,  to  the  shores  of  the  Paeific. 

Hew  Toric  and  St.  Liools  Trlthln  75  Ikonrs  of 
•acb  other. 

The  Chicago  and  Rock  Island  Railroad  Co.  are  now 
advertising  trains  to  leave  Chicago  on  the  arrival 
of  the  express  train  of  the  Northern  Indiana,  Mich- 
igan Southern  and  Michigan  Central  Railroads. — 
This  road  is  open  to  La  Salle  and  Peru— 100  miles. 
By  this  route  the  time  from  St.  Louis  to  Ne^  York 
UV6  hours. 


lionls'rtlle  and  CoTlMSton  Railroad. 

The  locating  engineers  having  completed  the 
survey,  are  engaged  in  making  maps  and  profiles. 
These  will  be  laid  before  the  Directory  at  an  early 
day,  when  the  route  will  be  adopted,  and  proposals 
invited  for  the  work. 

We  are  assured  the  route  is  more  favorable  than 
was  anticipated.  Sixty:five  miles,  or  more  than 
two-thirds  of  the  entire  distance,  is  over  bottom 
land. 

The  location  determined,  no  difficulty  is  appre- 
hended in  the  way  of  an  early  commencement  and 
vigorous  prosecution  of  the  work. 


From  New  York  in  t-vro  Hours  and  Fifty 
Minatea. 

The  Albany  Jmirnal  of  Monday  says  that  the 
express  train  which  left  New  York  at  6  o'clock 
this  morning,  came  through  in  171  minutes  of  run- 
ning time.  If  the  stops  had  not  been  made  Albany 
would  have  been  reached  before  9  o'clock.  The 
following  is  the  time  between  them  : — From  31st 
street  to  Peekskill,  44  minutes  ;  from  Peekskill  to 
Poughkeepsie,  40  do.;  from  Poughkeepsie  to  Hud- 
son, 52  do.j  from  Hudson  to  Albany,  35  do.  To- 
tal, 17L 


Horfolk  and  Petersburg  Railroad. 

Dr.  Francis,  was  on  the  6th  inst.,  elected  presi- 
dent of  the  Norfolk  and  Petersburg  railroad  com- 
pany. ^ 

At  another  meeting  on  the  11th,  the  company 
adopted  by-laws  and  regulations  for  their  govern- 
ment. They  fixed  the  salary  of  the  president  at 
$1,500. 


Stock  and  Money  Market* 

Money  continues  in  about  the  same  demand  as 
when  last  noticed,  with  a  fair  supply  for  all  legiti- 
mate purposes.  The  state  loan  of  $467,000,  in  5 
per  cent  bonds,  has  been  awarded  at  an  average 
premium  of  about  8  per  cent.  The  demand  for 
good  railway  bonds  is  unabated,  both  in  this  coun- 
try and  in  Europe.  The  accounts  by  the  Arabia, 
confirm  the  negotiation  of  the  loan  for  the  Cincin- 
nati and  St.  Louis  railroad,  by  Prof  Mitchell,  to 
the  amount  of  $2,050,000.  The  takers  were  Messrs. 
Geo.  Peabody  &  Co.,  at  92|  for  seven  percent  first 
mortgage  bonds,  who  disposed  of  the  whole 
amount  in  two  days. 

By  glancing  at  the  annexed  returns,  it  will  be 
seen  that  all  the  prominent  enterprizes  are  doing 
a  good  business,  and  very  generally  show  a  flatter- 
ing increase  upon  the  earnings  of  corresponding 
periods  in  1852.  The  fancy  stock  market  has 
maintained  a  good  degree  of  steadiness  during  the 
week,  and  fluctuated  but  little.  There  has,  how- 
ever, been  an  active  business  transacted,  without 
much  change  in  prices. 

The  York  and  Cumberland  Railroad  makes  the 
following  exhibit  of  its  business  in  March  last  as 
compared  with  March,  1862  : 

Pas'gers.     Freieht.    Mails.     Total. 
1863,  March,  3,018  14    3,746  31    433  34  7,197  79 
1862,  March,  2,031  84     2,278  74    216  66  4,627  24 


The  Hudson  Rjver  Railroad  for  the  first  fifteen 
days  in  April,  18SJ3,  and  the  corresponding  period 
in  1852,  shows  thje  following  flattering  statement : 
First  16  days  inj  April        1862.     1863.  Increase. 
Number  of  passengers  car- 
ried  .r 36,489    154,306    17,817 

Earnings  from  pa^sfngers,$21 ,756    135,124    13,868 

Earnings  from  freight 3,-394       7,993      4  599 

Total  Earnings....  $*26,150    M.IH    17,907" 

Through  passengers 2,981     17,963      4,982 

Way  passengers 81,011    ^1 ,965    10,954 

The  Charlotte  ;  ind  South  Carolit^  Railroad  Co. 
make  the  followii  ig  returns  of  thcirteamings  in  the 
month  of  Februai  y  : 

Freights J. ..$13,977  03 

Passengers 4,182  84 

Mails L A...        418  00 

$18,677  87 

There  have  beefa  conveyed  on  this  road  since  No- 
vember, 38,645  b,  lies  of  cotton.  A  twrtion  of  each 
train  is  loaded  wibh  Flour,  Com,  <|at«i  and  other 
agricultural  prodi  icts.  j 

The  receipts  o '  the  Southern  Mithigann  and  N. 
Indiana  railroad 'for  March,  have  been  received, 
and  show  an  excess  of  about  $12,q00  on  the  esti- 
The  figure  I  are — 


mate. 

Passengers  and  n^ils . 

Freight . 


Total. 


The  Little  Mii 


.$66,697  50 
.    20,169  00 

Total ,   ...  $86,866  50 

The  receipts  fo  r  March  1852,  whj'n  the  road  was 
not  open  to  Chi<ago,  were  $27,61i).     The  aggre 
gate  receipts  for  January,  Februflrj'  and  March 
have  been — 

Passengers  and   nails ,  .  . .  $142,934  50 

Freight [ ;.4..     52,566  00 

$195,500  00 


against  about  $7  1,000  in  the  same  Konths  of  1862. 


li  railroad  company  receipts  for 


week  ending  April  3, 1853 . 


Receipts  for  week  ending  April  8,  52..     9,183  07 


$11,311  30 


$2,128  23 


Increase  23  per  ct.,  or. 
The  following  etatement  gives  (he  earnings  of 
the  Erie  and  North  East  railroad  company. 
In  Jan.  1853,— pLsengers. .  $6,462  46      *  , 

Fi^ight 9,144j33  | 

press,  mail 

etc 746  89—16,362  66 

In  Feb.  1863,— Pjassengers.. $7,398  82 

Fteight 10,15«'  54  , 

press,  mail, 
e^ 807156— 18.367  92 


Increase  ovek-  January. 
March,  for  passengers. 


..$2,006  27 
.$12,274  97 


t  FebruMT | $4,881 


16 


Increase,      $986  30  $1,467  67  $216  68  $2,870  56 
The  receipts  of  the  Norwich  and  Worcester  road 

for  March,  shows  a  larger  advance  than  we  stated 

a  few  days  since.     The  figures  are  ; 

March,  1853 ......,$25,436  12 

March,  1852 22,829  72 


lacr«M«  11  per  cent , ,  .^ 


•  ••t    t««f  » 


92,606  40 


Increase  ove| 
on  passengers 

Freight,  etc.,  rirobably  about  the  same  as  Feb., 
exact  amount  noi  yet  ascertained. 

The  earnings  ojf  the  Michigan  Central  railroad 
for  March  were  :  | 

Passengek.     Freight.      Mtss.        Total. 

1853 26,332  t8  22,012  77  11,1^3,60  59,469  06 

1852 53,311  &9  14,133  89  ....  28,395  26 

Increase.12,071  ^1     7,878  88  11.138  50  31  078  79 
The  earnings  ojf  the  £rst  four  mcfiths  of  the  fis- 
cal year  of  the  c<>mpany  were : 
1868  . .  86.186  26  100,117  14  15,14^  50  201,433  29 
1862...  63,811  29    49,667  21        29*26  113,274  75 


Inc'se. 32,856%    40,449  93  14,343  25    88,159  14 

Showing  a  gain  in  earnings  over  Jast  year  of  78 

per  cent. 


v 
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OoiMoUclaUon  of  tlie  Allmny  and  Bullklo 
Ijlnes  of  Railroads* 

Below  we  give  the  Act  of  tfee  Legislature.'  au- 
thorizing tlie  consolidation  of  tlie  above  roads  : 
An  Act  to  authorize  the  consolidation  op  cer- 
tain Railroad  Companies. 
The  people  of  the  State  of  New  York,  represented 

in  Senate  and  Assembly,  do  enact  as  follows  : 

^  1.  The  Albany  and  Schenectady,  Schenecta- 
dy and  Troy,  Utica  and  Schenectady,  Svracuse 
and  Utica,  Rochester  and  Syracuse,  the  Buffalo 
and  Lockport,  the  Mohawk  Valley  and  the  Syra- 
cuse and  Utica  direct,  Buffalo  and  Rochester,  Lock- 
port  and  Niagara  Falls  Railroad  Companies,  or 
any  two  or  more  of  them  are  hereby  authorized  at 
any  time  to  consolidate  such  companies  int^  a 
single  corporation  in  the  manner  following : 

^  2.  The  Directors  of  any  two  or  more  of  such 
corporations  may  enter  into  ar.  agreement  under 
their  respective  corporate  seals,  for  the  consolida- 
tion of  the  said  corporations,  prescribing  the  terms 
and  conditions  thereof;  tlie  mode  of  carrying  the 
same  into  effect ;  the  name  of  the  corporation  ;  the 
number  of  Directors  thereof,  which  shall  pot  be 
less  than  thirteen  nor  more  than  twenty-three ;  the 
time  and  place  of  holding  the  first  election  of  Di- 
rectors ;  the  day  for  the  annual  election  of  Direct- 
ors ;  the  amount  of  capital  and  number  of  shares 
of  the  stock  of  the  new  corporation,  which  shall 
not  be  larger  in  amount  than  the  aggregate  amount 
of  capital  of  the  several  companies  thus  consolida- 
ted, and  shall  not  bo  increased  except  in  accord- 
ance with  the  provisions  of  the  act  passed  April  2, 
1850 ;  the  manner  as  to  converting  the  shares  of 
capital  stock  in  each  of  said  corporation  into  the 
shares  in  such  new  corporations ;  the  manner  of 
paying  any  shareholder  that  may  decline  taking 
shares  in  the  new  corporation,  with  such  other  de- 
tails as  they  may  deem  necessarj'  to  embrace  in 
such  agreement,  not  inconsistent  with  the  provis- 
ions of  the  Act  entitled,  "An  act  to  authorize  the 
formation  of  Railroad  Corporations  and  to  regu- 
late the  same,  passed  April  2d,  1860." 

^  3.  Such  agreement  of  the  Directors  shall  not 
be  deemed  to  be  the  full  agreement  of  the  said 
corporations  so  proposing  to  consolidate,  until  .after 
it  has  been  submitted  to  the  stockholders  of  each 
of  the  said  corporations  respectively,  separately 
at  a  meeting  thereof,  to  be  called  upon  a  notice  of 
at  least  thirty  days,  specifying  the  time  and  place 
of  such  meeting  and  the  object  thereof,  to  be  ad- 
dressed to  each  of  said  stockholders  when  their 
place  of  residence  is  known  to  the  Secretary,  and 
deposited  in  the  Post  Office,  and  published  at  least 
for  three  successive  weeks  in  the  State  Paper,  and 
in  one  of  the  newspapers  in  each  of  the  counties 
through,  or  into,  which  the  railroad  of  said  corpo- 
ration shall  extend,  and  has  been  sanctioned  and 
approved  by  «uch  stockholders  by  the  vote  of  at 
least  two-thirds  in  amount  of  the  stockholders 
present  at  such  meetings,  respectively  voting  by 
ballot  in  regard  to  such  agreement,  either  in  per- 
son or  by  proxy — each  share  of  such  capital  stock 
being  entitled  to  one  vote,  and  when  such  agree- 
ment of  the  Directors  shall  have  been  sanctioned 
and  approved  by  each  of  the  meetings  of  the  re- 
spective stockholders  separately,  after  being  sub- 
mitted to  such  meetings  in  the  manner  above  men- 
tioned, then  such  agreement  of  the  Directors  shall 
be  deemed  to  be  the  agreement  of  the  said  sever- 
al companies,  and  a  sworn  copy  of  the  proceedings 
of  such  meetings  made  by  the  Secretaries  thereof 
respectively,  and  attached  to  the  said  agreement, 
shsill  be  evidence  of  the  holding  and  of  the  action 
of  such  meeting  in  the  premises^' 

^  4.  Upon  the  making  of  said  agreement  men- 
tioned in  the  preceding  section  in  the  manner  re- 
quired therein,  and  filing  a  duplicate  or  counter- 
part thereof,  in  the  oflBceofthe  Secretary  of  State, 
and  immediately  upon,  and  after  the  first  election 
of  Directors  of  said  corporations,  shall  be  mei^e^ 
into  the  new  corporation  provided  for  in  the  .said 
agreement,  to  be  known  by  the  corporate  name 
therein  mentioned,  and  the  details  of  such  agree- 
ment shall  be  carried  into  effect  as  provided  there- 
in, only  such  new  corporation  shall  not  h^ve  any 
larger  powers  than  are  granted  by  tbeActentitled, 


"An  Act  to  authorize  the  formation  of  Railroad 
Companies,  and  to  regulate  the  same,"  passed 
April  2d,  1860,  or  be  exempt  from  the  performance 
of  any  duty  which  the  said  several  corporations 
may  be  liable  to  perform,  except  as  herein  provi- 
ded. 

^  5.  Such  new  corporation  shall  possess  the 
general  powers,  and  be  subject  to  the  general  lia- 
bilities and  restrictions,  expressed  in  the  third  title 
of  the  thirteenth  chapter  of  the  Revised  Statutes. 
It  shall  also  have  the  general  powers  and  privile- 
ges, and  be  subject  to  the  general  liabilities,  re- 
strictions, duties  and  provisions  expressed  and 
contained  in  the  said  Act,  entitled,  "An  Act  to 
authorb.e  the  formation  of  Railroad  Corporations, 
and  to  regulate  the  same,"  passed  April  2nd,  1860, 
and  the  Acts  amending  the  same,  so  far  a.s  the 
same  arc  applicable  to  a  Railroad  Corporation — 
where  a  Railroad  is  constructed  and  put  in  opera- 
tion. 

<j  6.  Upon  the  election  of  the  first  board  of  Di- 
rectors of  the  said  new  corporation,  created  by  the 
agreement  of  the  several  companies  all  and  singu- 
lar, the  rights  franchises  and  interests  of  the  said 
several  corporations  so  consolidated,  in  and  to  ev- 
ery species  of  property,  real,  personal  and  mixed, 
and  things  in  action  thereunto  belonging,  shall  be 
deemed  to  be  transferred  to,  and  vested  in  such 
new  corporation,  without  any  other  deed  or  trans- 
fer, and  such  new  corporation  shall  hold  and  enjoy 
the  same  together  with  the  rights  of  every  and  all 
other  rights  of  property,  franchises  and  interest  in 
the  same  manner,  and  to  the  same  extent  as  if  the 
said  several  corporations  so  consolidated  should 
have  continued  to  retain  the  title,  and  transact 
the  business  of  such  corporations,  and  the  title  and 
real  estate  required  by  cither  of  the  said  corpora- 
tions, shall  not  be  deemed  to  revert  or  be  impair- 
ed by  means  of  such  act  of  consolidation,  or  any 
thing  relating  thereto. 

^  7.  The  right  of  creditors  of  any  corporation 
that  shall  be  consolidated,  shall  not  in  any  manner 
l>e  impaired  by  an  act  of  consolidation,  nor  shall 
any  liability  or  obligation  for  the  payment  of  any 
money  now  due,  or  hereafter  to  become  due  to 
this  State  or  any  individual,  or  any*  claim  or  de- 
mand for  damages  for  any  actdone,  or  neglect  suf- 
fered by  any  such  corporation,  be  in  any  manner 
released  or  impaired,  but  such  new  corporation  is 
declared  to  succeed  to  such  obligations  and  liabil- 
ities, and  to  be  held  liable  to  pay  and  discharge  all 
the  debts  and  liabilities  of  each  of  the  corporations 
that  shall  be  consolidated,  whether  on  contract  or 
for  misconduct  or  neglect,  either  to  this  state  or  to 
individuals ;  and  it  shall  be  liable  to  have  an  ac 
tion  brought  against  it  to  enforce  the  payment  of 
any  money  or  damages,  or  the  performance  of  any 
duty  which  any  corporation  consolidated  into  such 
new  corporation  was  liable  to  pay  or  perform  in 
the  same  manner  as  if  such  corporation  had  itself 
incurred  the  obligation  or  liability  to  pay  such 
money  or  damages,  or  perfonu  such  duty.  And 
no  suit,  action,  or  other  proceeding  now  pending 
before  any  Court  or  tribunal  in  which  any  railroad 
company  that  may  be  consolidated,  is  a  party, 
shall  be  deemed  to  have  abated  or  discontinued 
by  reason  of  any  such  agreement  or  consolidation, 
but  the  same  may  be  prosecuted  to  final  judgment 
in  the  same  manner  as  if  the  said  corporation  had 
not  entered  into  such  agreement  or  consolidation, 
or  the  said  new  corporation  may  be  substituted  as 
a  party  in  the  place  of  any  corporation  of  which 
it  shall  be  composed  by  order  of  the  Court  in  which 
such  action,  snit  or  proceeding  may  be  pending. 

^  8.  If  any  stockholder  shall,  at  said  meeting 
of  stockholders,  or  within  twenty  days  thereafter, 
object  to  any  such  consolidation,  and  demand  pay- 
ment for  his  stock,  such  stockholder  or  said  new 
company,  may,  if  said  consolidation  take  effect,  at 
any  time  thereafter  apply  to  the  Supreme  Court, 
at  any  special  term  thereof,  held  in  any  county 
through  which  part  of  the  said  railroad  may  pass, 
for  the  appointment  of  three  persons  to  appraise 
the  value  of  such  stock.  If  the  Court  shall  be  sat- 
isfied that  reasonable  notice  has  been  given  of  such 
application,  it  shall  thereupon  appoint  three  per- 
HQM  to  appraise  the  Tahie  of  such  atock,  and  anall 


designate  the  time  and  meeting  of  said  appraisers, 
and  give  such  directions  in  regard  to  the  proceed- 
ings In  said  appraisement  as  snail  be  deemed  pro* 
per,  and  shall  also  direct  the  manner  in  which  pay- 
ment for  such  stock  shall  be  made  to  the  stock- 
holder. The  Court  may  fill  any  vacancy  in  the 
board  of  Appraisers,  occurring  by  refusal  or  neg- 
lect to  serve,  or  otherwise.  The  appraisers  shsdl 
meet  at  the  lime  and  place  designated,  and  they, 
or  any  two  of  them,  after  being  duly  sworn  honest- 
ly and  faithfully  to  discharge  their  duties,  shall 
estimate  and  certify  the  value  of  such  stock,  at 
the  time  of  such  dissent  as  aforesaid,  and  deliver 
one  copy  of  their  appraisal  to  said  company,  and 
another  to  the  said  stockholder.  If  demanded,  the 
charges  and  expenses  of  said  appraisers  shall  be 
paid  by  the  company.  When  th*;  corporation  shall 
have  paid  the  amount  of  the  appraisal,  as  directed 
by  the  Court,  such  stockholder  shall  cease  to  have 
any  interest  in  the  said  stock,  and  in  the  corpo- 
rate property  of  said  stock,  and  in  the  corporate 
property  of  said  corporation,  and  the  said  stock 
may  be  held  or  disposed  of  by  the  said  corpora- 
tion. 

^  9.  When  any  two  or  more  of  the  railroad 
companies  named  in  this  act  are  so  consolidated, 
said  consolidated  company  shall  carry  way  pas- 
sengers on  their  road  at  a  rate  not  to  exceed  two 
cents  per  mile. 

^10.    This  Act  shall  take  efffect  immediately. 

For  the  purpose  of  availing  themselves  of  the 
provisions  of  the  above  Act,  a  convention  of  dele- 
gateswasheld,  representing  the Alb'y and  Sch'tady, 
Troy  and  Schenectady,  Utica  and  Schenectady, 
Syracuse  and  Utica,  Rochester  and  Syracuse,  Buf- 
falo and  Rochester,  and  Rochester,  Lockport  and 
Niagara  Falls.  After  organization  and  interchange 
of  views,  a  committee  of  one  from  each  company 
represented  was  appointed  to  report  a  plan  for  con- 
solidation, which  was  unanimously  adopted.  It 
provides  that  the  stock  of  the  consolidated  com- 
pany shall  be  equal  to  the  aggregate  of  the  stock 
of  the  several  companies,  which  now  amount  to 
$22,000,000.  For  the  premiums  that  these  stocks 
now  command  in  the  market,  the   holders  are  to 


receive  the  six  per  cent  bonds  of  the  new  compa- 
ny, having  thirty  or  forty  years  to  run.  The  fol- 
lowing, we  understand,  is  the  agreed  value  of  the 
stocks  of  the  several  roads , 

Albany  and  Schenectady 117 

Utica  and  Schenectady 165 

Mohawk  Valley 155 

Syracuse  and  Utica 160 

Rochester  and  Syracuse 130 

Buffalo  and  Rochester 140 

Rochester,  Lockport  and  Niagara  Falls 125 

The  entire  ftmded  debts  ofthe  whole  line  amount 
to  about  SI  ,760,000,  which  are  adopted  by  the 
new  company.  The  bonds  to  be  issued  for  the 
above  premiums  will  amout  to  about  nine  millions 
of  dollars,  and  a  portion  of  them  will  be  sterling 
bonds.  The  various  roads  will  divide  among  them- 
selves what  surplus  they  possess  before  entering 
imder  the  new  arrangement,  and  will  pay  all  their 
floating  debts.  Ailer  the  adoption  of  the  commit- 
tee's report,  a  sub  committee  was  appointed  of  one 
{torn  each  road,  with  power  to  adopt  and  carry  out 
all  the  details  of  the  consolidation  necessary  under 
the  act.  This  committee  consists  of  Messrs  E.  C. 
Mcintosh,  Erastus  Coming,  J.  V.  L.  Pmyn,  J. 

Wilkinson,    Stebbins,    H.  B.  Gibson,  — - 

Field  and  A.  Brady.  This  committee  ordered  that 
on  and  after  the  1st.  of  May  prox.,  the  various 
roads  in  the  line  should  be  run  for  the  benefit  of 
the  new  company,  although  they  will  be  under 
the  management  of  the  local  oflBcers  until  about 
the  1st.  of  July.  This  conunitee  was  empowered 
to  arrange  on  liberal  t«nni»  to  bring  in  the  Troy 
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a«d  Sohenactady  and  Buffiftk)  and  Lockport  roads. 
Bach  company  will  soon  j^ipomt  a  meeting  of  its 
stocRholdere,  as  required  by  the  act,  to  confirm 
the  action  of  the  Directors.  For  this  two-thirds 
of  the  stock  is  required  to  be  favorable.  The 
President  of  the  new  company  will  be  Mr.  Erastus 
Coming,  of  Albany,  and  the  Vice  President,  Mr. 
Dean  Richmond,  of  Buffalo.  The  Board  of  Direc- 
tors will  consist  of  twenty-three  persons. 

This  is  the  first  consolidation  of  railroads  on  a 
large  scale  that  has  ever  been  effected  in  this  coun- 
try. Should  the  future  results  of  this  act  prove 
as  advantageous,  to  the  stockholders  at  least,  as 
have  been  those  already  secured,  there  can  be  no 
doubt  but  that  the  example  set  will  be  extensively 
copied.  In  the  present  case  we  have  no  doubt 
that  consolidation  was  decidedly  for  the  interest 
of  all  the  parties.  All  the  parties  to  it  were  only 
links  in  one  route,  and  the  business  of  each 
was  shared  to  a  very  considerable  extent  by  all 
the  other  roads.  One  company  could  of  course 
do  the  business  much  more  profitably  than  a  half- 
a-dozen.  The  economy  of  the  thing  was  the  first 
argument  for  consolidation,  the  objection  to  it,  the 
monopoly  it  would  have  a  tendency  to  create. — 
We  do  not  see  any  danger  of  excessive  charges,  nor 
in  fact  of  a  management  of  which  the  public  will  have 
a  right  to  complain,  by  a  company,  a  greater  por- 
tion of  whose  business  is  competed  for  by  the  Erie 
canal,  the  immediate  route  of  which  it  follows,  and 
by  a  half  a  dozen  lines  of  railroads,  and  likely  to 
be  by  many  more.  The  rivalry  to  which  it  will 
be  subjected,  will,  we  have  no  doubt,  always  se- 
cure a  management  acceptable  to  the  public. 

The  lines  that  have  made  up  the  Albany  and 
Buffalo,  have  on  the  whole  been  the  most  success- 
ful and  profitable  roads  in  the  country ;  with  only 
one  exception  tbey  have  paid  10  per  cent  divi- 
dends for  a  series  of  years,  and  one  of  them,  the 
Dtica  and  Schenectady,  has  the  reputation  of  hav- 
ing doubled  its  capital  stock  since  its  construction 
rom  net  earnings,  and  at  the  same  time  paid  the  rat« 
ofdevidend  already  stated,  and  now  the  stock- 
holders come  in  and  again  increase  the  profits  65 
per  cent  over  the  net  earnings !  Alladdin's  lamp 
could  hardly  beat  this.  Certainly  nothing  in  the 
railroad  line  in  this  country  can.  We  have  no 
doubt,  however,  that  the  stock  of  the  company  is 
well  worth  Its  selling  price,  and  the  profits  of  this  as 
well  as  the  other  consolidated  companies,  is  as  much 
due  to  the  civil  management  which  has  always 
characterized  them,  as  to  the  excellence  of  the 
route  they  occupy. 


St.  JoMpb  and  HaaailMil  Ita,llr«aa. 

We  find  in  the  St.  Joseph  Gazette  and  Weston 
Reporter,  statements  of  some  of  the  particulrrs 
connected  with  the  above  named  road : 

The  line  agreed  upon  by  the  Directors  is  what  is 
known  as  the  Southern  and  Utica  Divide  route, 
leaving  St.  Joseph  and  passing  up  Whitehead's 
branch,  and  running  near  the  residence  of  Judge 
Leonard.  This  line  misses  every  village  between 
St.  Joseph  and  Hannibal,  running  three  miles  south 
of  Boyer's  old  place — 4  miles  south  of  Evansville 
—12  miles  south  of  Plattsburg — 5  miles  north  of 
Kingston— li^  miles  south  of  Utica— IJ^  miles 
south  of  Chilicothe— six  miles  south  of  Linneus 
— 3  miles  south  of  Bloomington,  and  4  miles  south 
of  Shelbyville  to  Palmyra,  which  is  made  a  point 
in  the  charter.  The  road  as  located  is  202  miles 
in  length,  so  that  the  company  will  be  entitled  un- 
der the  grant  to  1,204  sections,  or  760,560  acres 
of  land.  The  returns  from  the  diflferent  offices 
show  ftbottt  780,000  aore*  in  even,  and  over  700,- 


000  acres  in  odd  sections,  of  vacant  land  within 
the  limits  allowed  to  the  company  within  whi(^  to 
make  selections.  The  total  length  is  eighteen 
miles  longer  tiian  any  air  line  and  is  located  prin- 
cipally in  the  tier  of  townships  No.  57.  It  is  under 
contract  at  $28,000  per  mile.  Including  most  of 
the  rolling  stock  it  will  consequcntlv  cost  $4,715,- 
000. 

Alexander  W.  Rush  and  Thornton  S.  Talbott 
were  appointed  to  select  the  lands  to  which  the 
company  is  entitled,  and  are  to  proceed  to  the 
performance  of  that  duty  as  soon  as  they  can  be 
commissioned. 

E.  M.  Moffat  and  T.  R.  Selmes,  two  of  the  Di- 
rectors residing  at  Hannibal,  sent  in  their  resigna- 
tions, Mr.  Moffat  is  treasurer  of  the  company  and 
assigns  that  as  the  reason  of  resigning  as  Director. 
The  vacancies  thus  occasioned  will  be  filled  at  the 
next  regular  meeting  of  the  board,  to  be  held  at 
Hannibal  on  the  first  Monday  in  May  next. 

The  report  of  Major  Brocklin,  the  Chief  Engi- 
neer, is  very  lengthy,  and  will  be  published  in 
pamphlet  form,  and  will  contain  much  information 
of  general  interest.  The  coal  region  through  which 
the  road  passes  is  fully  exhibited,  and  is  shown  to 
be  of  boundless  extent.  Major  B.  is  now  in  St. 
Louis  soaking  the  necessary  arrangements  for  pub- 
lishing his  report;  which  will  contain  a  map  of  the 
entire  route. 

Mr.  John  Duff,  one  of  the  contractors  of  the 
road,  was  present  at  the  meeting  of  the  Board. — 
Twenty-five  miles  at  each  end  are  to  be  prepared 
immediately,  and  the  work  commenced, which  will 
be  about  the  1st  of  May.  The  contract  requires 
the  road  to  be  finished  and  folly  equipped  in  four 
years. 


Snspenston  Brldg^e  at  Falmoatta. 

A  correspondent  of  the  Frankfort  Commonircalth 
furnishes  the  following  particulars  of  the  wire  sus- 
pension bridge  lately  erected  over  Licking  river, 
at  Falmouth : 

CAPACITY  OP  THE    BRIDGE. 

Span  of  Bridge 323  feet. 

Width 16    " 

Height  of  towers 30    " 

No.  of  suspending  cables 8    " 

Length 432    " 

Aggregate  strength  of  cables.. .     704  4.10  tons. 

Number  of  stay  cables 8 

Aggregate  strength  of  stay  ca- 
bles      180  tons. 

Do        do  of  suspenders 1,765    " 

Do        do  of  anchor  chains.  1,440    " 
Amount  of  anchorage  masonry. .    436  perches." 
The  greatest  weight  the  towers 

(wood)  will  t>earwith  safety.  1,420  tons. 
The  force  of  hurricanes  upon  the 

biidge 13 

Number  of  persons  that  may  col- 
lect upon  the  bridge 1,663  . 

Number  of  oxen 198 

Number  of  6  horse  teams 12  ; 

Maximum  weight  of  superstruc- 
ture       iB}4  tons. 

Do         do        of  transitory 

load 60        " 

Do         do        of  tension...    190)^    " 

Olnelnmati,  Haw  <'a(iUe  and  llloliican 
Railroad. 

A  company  was  organized  at  Muncietown,  Dela- 
ware county,  Indiana,  on  the  8th  inst.,  with  the 
above  title,  to  construct  a  road  from  New  Castle, 
Henry  county,  Indiana,  passing  through  Muncie- 
town, Delaware  county,  Marion,  in  Grant  county, 
Wabashtown,  in  Wabash  county,  Warsaw,  in  Kos- 
ciusko county,  and  Goshen,  in  Elkhart  county,  to 
the  state  line  between  Indiana  and  Michigan,  in 
the  direction  of  Grand  Haven,  at  the  mouth  of 
Grand  river,  on  the  eastern  side  of  lake  Michigan. 
It  is  designed  to  connect  this  road  at  the  state  line 
with  a  road  in  Michigan,  to  terminate  at  Grand 
Haven. 

The  following  named  gentlemen  were  elected  a 
board  of  directors,  to  wit:  Caleb  $.  Smith,  David 


A  Powell,  and  Richard  M.  Corwine,  of  Cincinnati ; 
Solomon  Meredith,  Thos.TynejandPleasant  John- 
son, of  Wayne  county,  Indiana;  Martin  L.  Bundy 
and  Geo.  B.  Rogers,  of  Henry  county ;  Walter 
ack,  of  Delaware  county  ;  Jas. 
uel  Jay,  of  Graol  county,  and 
abash  county.  Tlie  officers  were 


Marco,  and  John 
Sweetzer,  and  Sai 
Hugh  Hanna,  of 
elected  as  follows 


Caleb  B.  Smith]  president 
Solomon  Moredltli,  vice  president 
Volney  Wilson,  secretary. 
Thos.  J.  Sample],  treasurer 

Port  Wm-ynd   and  Chicago  Htailread. 

It  is  announced  |by  advertisement  jjn  our  columns 
to  day,  that  the  Fort  Wayne  and  Ctjicago railroad 
is  to  be  let  to  contractors  the  whole  length,  160 
miles  from  Fort  Wayne  to  Chicago,  j  A  little  over 
six  months  ago,  w  i  attended  the  convention  in  the 
,  at  which  the  coitipany  was  or- 
ganized. Since  tiat  time  the  route  has  been  sur- 
veyed, and  locate<  [,  funds  procured,  right  of  way 
obtained,  and  nov  contractors  are  invit«d  to  pre- 
sent their  proposa  s  preparatory  to  Ifetting.  By  the 
close  of  the  next  jear  the  cars  will  be  running  and 
the  direct  line  fro  n  Pittsburg  to  Chicago  will  be 
completed. 

The  distance  finiin  Pittsburg  to  Chicago  by  this 
route  will  be  407  i  uiles,  as  follows ; 


From  Pittsburg  to 
Fram  Crestline  to 


From  Ft.  WajTie  i  o  Chicago 


between  this  city 
the  north-west, 
large  curvatures, 


Crestline.  . 
Ft.  Wavne . 


Total 

This  is  the  shortest  line  that  can  i*e  constructed 


.  186  miles. 
.  131     " 
.150     " 

.467 


and  the  thriving: metropolis  of 
t  is  a  line  of  ea^-  grades  and 
and  will  have  a  irst  class  rail- 


road the  whole  di  stance,  and  wheri  finished,  can 
be  run  in  from  16  to  18  hours.  Bqing  under  the 
control  of  three  c  mipanies  of  congenial  interests, 
and  harmonizing  ogether,  it  will  bfi  worked  to  the 
greatest  advantage,  and  must  be  t%e  most  popu- 
lar route  between  the  east  and  Chicago  and  Gal- 
ena. 
We  congratulate  our  friends  in  that  region  on  the 
of  the  Fort  Wavi^e  and  Chicago 
railroad,  and  comtnend  tlie  work  tdf  the  attention 
of  contractors. — Ifitt^burs:  dnzttU. 


Kaair«ad  Bleotion. 

On  Saturday  la^t  the  citizens  of  Ijavidson  coim- 
ty,  Tenn.,  voted  ifpon  the  proposition  to  subscrilK; 
stock  in  four  projected  railroads.  ae|  follows : 
North  Western  Kailroad    to  -be  p||id  in 

county  bonds  .i .i. . .  . . $300,000 

Tenn.  and  Alabai^a  railroad  to  be  ppud  in 

county  bonds . , 1 . .  . .    200,000 

Louisville  and  Nashville  railroad  eo  be 

paid  in  county  ponds 1 900,000 

Edgeville  fflid  Kentucky  railroad  v>  be 

paid  in  county .  hoods L .  . . .   300,000 


t 


i 


81,000,000 
The  entire  pro|>08ition  was  carried  by  a  hand- 
seme  majority. 


Raiwoads  In  Main*. 

In  Maine  there  ^re  1,079  miles  qf  railroad  au- 
thorized, 412  of  which  are  built.  The  412  miles  in 
operation  have  coft  over  twelve  millions  of  dollars, 
and  when  fully  completed  will  carrjf  the  aggregate 
of  expenditures  a^  high  as  S30,000  per  mile.  Ten 
millions  of  this  eidpeoditure  have  b^n  made  with- 
in the  last  five  ye^rs— or  a  sum  equal  to  two  mil- 
Uons  per  annum  has  in  that  time  b*en  applied  to 
the  building  of  railroads  in  Maine.  1 

Pennsylvania  Raili«ray  tiranyc* 

The  bill  repealhig  the  Railway  ©auge  Law  in 
Pennsylvania,  wab  passed  in  the  H<»use  by  a  ma- 
jority of  54,  on  A^ril  first.  The  satue  bill  passed 
the  sena;e  a  few  days  previously.  This  r.  jieal 
leaves  the  questio  a  of  gauge  with  tli  f  various  com - 
paoiit.   , 
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_  A  consolidation  of  the  Logansport  &  Paci- 
fic and  Peoria  and  Oquawka  railroad  companies 
has  been  consummated.  The  contract  has  been 
8ig:ned,  sealed  and  delivered.  A  meeting  of  the 
directory  of  the  Peoria  road  was  held  last  week. 
Messrs.  Williamson  Wright,  Wm.  Chase,  and  B. 
Reynolds  were  present  and  made  their  arrange- 
ments. We  believe  the  Illinois  company  makes  the 
road  to  the  State  line,  where  it  will  be  met  by  the 
Indiana  stockholders.  The  prospects  of  this  enter- 
prise are  certainly  as  bright  as  those  of  any  other 
proposed  in  this  vicinity. — Logansport  Journal. 


American  Railway  Agency, 

V0&  THX  PURCHASE,  ON  COMMISSION,  OW 
ALL  ARTICLES  REQUIRED  BT 

RAII.KOAD    COMPANIES. 

Office,  12  Farquhar  BoOdinga,  i 

Philadelphia. 


Railroad  Iron.      { 

THE  undersigned,  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Rails,  of  the 
nsual  pattern  and  weights,  to  be  delivered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  Metals  generally, 
through  the  medinm  of  his  fViends  in  London. 
For  terms,  applv  to 

JOHN  H.  HICKS, 
April  1, 1853.  90  Beaver  st. 

Z!ngineerins. 

THE  Undersigned  is  prepare*!  to  ftimish  SpecificaticnD,  Ei»ti- 
mntps  and  Plans,  in  eeneral  or  detail,  of  Steanighip«,  Steam- 
hoafr.  Propellers,  High  and  Low  Pressure  Engines,  Boilers,  Mill 
Work,  etc.,  etc.  Particular  attention  given  to  the  procuring  and 
superintending  of  Locomotives,  Tenders,  Cars,  and  Railway  Ma- 
chinery of  every  de«criptioa 

General  Agent  Ashcroft's  Steam  Gauge,  Allen  A  Noye's  Me- 
tallic Self  adjusting  Conical  Packing,  Dudgeon's  Hydraulic  Jack, 
SewalTs  Salinometers,  etc.,  etc.,  etc. 

Acts  as  Agent  fbr  the  pinvhaae  or  sale  of,  and  h.is  always  on 
hand,  Steamers,  Locomotives,  Enginea,  Boilers,  Machinery,  etc. 

CHAR  W.  COPELAJfD, 
i  Ctmtulting  Engineer, 

lyl7  64  Broadway,  N.  Y. 

Charles  W.  Gopeland, 

STEAM  MARINE  AND  RAILWAY  ENGINEER. 
64  Broadway,  New  York. 

Notice  to  Contractors. 

PROPOSALS  will  be  received  at  the  Office  of 
the  Fort  Wayne  and  Chicage  Railroad"  Com- 
pany in  FORT  WAYNE,  until  noon  on  Friday,  the 
20th  of  May  next,  for  the  Bridging,  Grading,  and 
delivering  of  Cross-ties  for  said  Road. 

PLANS,  PROFILES  and  SPECIFICATIONS 
will  be  exhibited  at  the  Office  three  weeks  prior  to 
the  day  of  letting. 

This  line.  One  Hundred  and  Fifty  miles  long, 
embraces  much  heavy  work,  is  well  suited  f«r  pro- 
secution in  winter,  and  is  divided  into  sections  of 
from  one  to  six  miles  in  length,  and  may  be  bid 
for  singly,  or  for  the  entire  work. 

i  J.  R.  STRAUGHAN, 

'  Chief  Engineer. 


To  Railroad  Co^s,  LocomotiTe 
Builders  and  Engineers. 

THE  undersiffned  having  taken  <  he  Agency  of  Ash- 
croft's  Steam  Gauffe,  wottld  recommend  their 
adoption  by  those  interesteid.  They  have  been  exten- 
nve.lv  used  on  Railroads.  Steamers  and  Stationary 
Boi'ers,  where,  from  their  accuracy,  simplicity,  and 
non -liability  to  derangement,  they  have  given  perfect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
^nly  reKabU  (Huge  yet  introduced. 

CHAS.  W,  OOPELAND, 
CoMultlnt  EnglDMr,  64  Broadway. 


Blake  &  Parkin, 

MGAJDOW  STEEIi  WORKS, 

SI£EFFI£LD, 

iirvKirroKa  or 

CORE-ANNEALED  CAST  STEEL, 

A  most  Important  Improvement  in  CAST  STEEL, 
originating  with  B.  A  P  ,  for  SCREW  TAPS,  PIS- 
TON RODS,  ENGRAVERS  to  CALICO  PRINT- 
ERS, SILVER  and  GOLD  ROLLERS,  etc.,  etc., 
warranted  to  harden  by  ordinary  process  without 
breaking,  being  soft  in  the  centre  to  any  required  dia- 
ameter,  and  hard  to  any  specified  depth  from  the  out- 
side. 

HARD  CENTRE  CAST  STEEL, 
"or  DIES,  LATHE  CENTRES,    MINT   PUR- 
POSES, etc.,  etc.,  warranted  to  harden  the  Inside 
without  breaking,  (the  outside  remaining  soft.) 

HARD  AND  SOFT  SURFACE  CAST  STEEL, 
In  Bars  and  Sheets,  hard  on  one  or  both  sides,  and 
soft  in  the  centre ;  or  soft  on  one  or  both  sides^  and 
hard  in  the  centre,  and  adapted  for  a  variety  of  pur- 
poses, as  MACHINE  KM  IVES.  SLIDE  BARS, 
PLOW  KNIVES,  PLANINGKNIVES,  ROLLER 
BARS  for  Beating  Engines  for  Paper  Makers,  etc. 

i::^  This  peculiar  Steel  is  quite  SOLID,  and  it  is 
quite  malleable,  and  draws  down  under  the  Hammer, 
still  retaining  the  difference  of  hardness.  When  hard- 
ened, the  hard  part  is  left  very  hard,  while  the  soft  is 
left  just  harder  than  common  iron. 

THE  REPORT  OF  THE  JURY  OF  THE 

"EXHIBITION  OF  ALL  NATIONS." 

Class  21,  Page  486: 
"The  attention  of  the  Jury  was  particularly  called 
to  one  novelty  exhibited  by  Messrs.  BLAKE  <&  PAR- 
KIN, of  SHEFFIELD,  cunsisung  of  the  union  of 
Two  qualities  of  Cast  Steel,  hard  and  soft,  in  the  same 
article ;  roannfactured  with  much  skill,  they  have  no 
reason  to  doubt  that  the  process  is  peculiar  to  the 
Exhibitors." 

A  PRIZE  MEDAL  WAS 

AWARDED   TO 

MESSRS.  BLAKE  &  PARKIN. 

N.  B. —  Tile  Inventors  mark  all  their  Goods  with 
their  CoapoBATB  Mark— X.  L.  ENT. 

Also,  Cast  Steel,  German  and  Spring  Steel,  war- 
ranted Cast  Steel  Files,  Saws,  etc. 

GEO.  SANDERSON, 
248  Pearl  St.,  N.  Y. 
February  9,  1863. 

Wilkinson^s 
EXP  LOSI  VE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

64  COURTLANDT  STREET. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are  similar  to 
thoeo  used  in  England,  and  from  ezperieiKe  are  IboDd  to 
be  much  better  They  are  so  constructed  that  the  movement  of 
an  Engine  over  them  at  any  speed,  will  cause  an  explodoo  that 
cannot  l)e  mistakca  In  the  niprfat,  from  this  same  cause,  there 
will  be  a  bright  flash,  which  will  be  so  vivid  that  it  cannot  be 
passed  tmnoticed. 

THIS  WILL  BE  FOUND  ONE  MORE  PREVENTIVE 
OF  COLLISION.  It  is  often  the  case  that  during  a  fog  or  anew 
storm,  a  train  cannot  be  warned  of  its  danger  by  a  flag  or  lantern, 
and  in  such  instances  they  are  invaluable. 

They  are  impervious  to  water,  and  wiD  keep  their  eiploelve 
property  any  number  of  years.  They  can  be  handled  and  carried 
with  safety,  it  requiring  a  heavy  blow  to  explode  them. 

January,  20, 186a 


Superior  Cast  Iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  CAST  IRON  PIPES  required  by  Gasaor 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  on  reasonoble  terms.    These 
Pipes  are  cast  on  the  most  approved  principle  by  the 
best  Founders  in  Scotland,  from  a  sup*^rior  quaUty 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  tn  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Fdj  information  regarding  price,  and  references  to 
pafues  in  the  United  States  now  using  the  Pipes,  can 
be  obtained  on  application  to  the  Agent  in  New  York. 
WILLIAM  ROY,  Junr., 
21  Renfield  st.,  Glasgow, 
Scotland. 
J.  M.  EADIE,  Agent, 

96  Front  ft,  New  York.  I7W 


<J»Q nn   aCiCi  ^^^^  andlNDUNAPO 
^0\J\J^\J\J\J  LIS   RAILROAD   FIRST 

MORTGAGE  CONVERTIBLE  SEVEN  PER  CENT 

BONDS. 

We  offer  for  sale,  at  reasonable  rates,  S300,000 
of  the  7  per  cent  Ist  Mortgage  Convertible  Bonds 
of  the  Peru  and  Indianapolis  Railroad  Company, 

Forty  miles  of  this  road,  lying  between  Indian- 
apolis and  Tipton,  is  now  completed  and  in  opera 
tion.  The  Madison  Road  operates  the  same.  The 
residue  of  the  line  to  Peru,  32  miles,  will  be  com 
pleted  and  in  operation  by  the  1st  of  November 
next. 

The  entire  Road  will  cost,  when  completed  and 
equipped,  about  SI  ,200,000. 

The  available  stock  subscription  is  829,000 
The  mortgage  debtisbutSOOO.OOOin  all,  the  above 
being  a  part  thereof  The  Road  owes  no  other 
debt. 

This  Road  is  advantageously  located,  connect- 
ing at  Indianapolis  with  the  Madison  road  (of 
which  it  is  a  direct  extension  northwardly)  and  the 
other  roads  there  centering. 

At  Peru  it  connects  or  intersects  with  the  Wa- 
bash and  Erie  Canal,  and  it  will  shortly  be  ex- 
tended to  the  Fort  Wayne  and  Chicago  Road  at 
Warsaw. 

It  traverses  a  region  of  great  fertility  and  pro- 
ductfveness,  having  no  other  outlet  to  a  market 
Its  local  business  alone,  will,  it  is  thought,  yield  a 
handsome  support. 

Pamphlet  exhibits,  with  maps  of  the  work,  and 
any  other  more  detailed  information  desired,  will 
be  ftimished  on  application  to  the  subscribers. — 
New  York,  April  7,  1853. 

WIN8L0W,  LANIER  &  Co.,  No.  62  Wall-st. 

To  Surveyors  and  Engineers. 

A  MAN  of  science,  and  thoroughly  acquainted 
with  surveying  and  civil  engineering,  wishes 
a  situation  with  some  good  practical  engineer. 
Address  "  H.  W.,"  this  office.  3*I2 


Iron  for  Machinists. 

THE  SUBSCRIBERS. 
IMPORTERS  AND   DEALERS  IN 

IRON  AND  STEEL, 

HAVE  constantly  on  hand  a  good  assortment  of 
iron  and  Steel,  expressly  adapted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS, 

AND    MACHINISTS    GENERALLY. 
ELLIOTT  &  HOLDBN. 
Feb.  16,  18E3.  90  Reekman  st ,  N  Y. 


Fire  Bricks. 

SCOTCH  Patent— for  sale  in  lots  to  suit  purchas- 
ers, by  G.  O.  ROBERTSON, 
135  Water  street,  comer  of  Pine, 
Nrtvemlwr  19.  IW?.  Npw  Vork 


Wrought  Iron  Wlieels ! 

THE  SUBSCRIBER,  Sole  Ai^ent  in  the  United 
States  for  the  Union  Foundry  in  England,  is 
prepared  to  take  orders  for,  and  to  famish  promptly 
Wrought  Iron  Wheels  at  a  low  cost,  of  a  superior 
quality,  for  Railway  Cars.  These  wheels  are  ex- 
tensively used  in  England,  and  are  already  in  use 
on  several  important  railroads  in  America.    Sam- 

?les  of  them  can  be   seen   at  24   Broadway,  New 
'ork,  and  9  Liberty  Square,  Boston. 
4t  12  WM.  BAILEY  LANG. 


Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  oflSce  of  the  Cleveland  and  Pitts- 
burgh Railroad  Company,  in  Millsville,  from  the 
first  to  the  tenth  of  May  next,  for  the  gradation 
and  masoiuy  of  thirty-nine  miles  of  the  Wheeling 
extension  of  the  Cleveland  and  Pttsburgh  Railroad, 
from  the  mouth  of  Yellow  Brick  to  Bridgeport, 
opposite  Wheeling. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed and  all  requisite  information  given  at  the  office 
of  the  Company,  in  Millsville. 

By  order  of  the  Board  of  Directors. 

C.  Prentiss,  President. 
J.  Linton,  Chief  Engineer, 
Office  of  the  C,  &  P.  B.  B., 

CleveUnd,  April  8th.,  1863. 
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To  Contractors. 


filflSJ 


PKOPOSAL.S  WILL  be  received  to  the  23cl  ot 
April  inclusive,  at  the  Engineer  offices  of  the 
Northwestern  Virginia  Railroad  in  Parkersburg, 
West  Union  and  Clarksburg,  for  the  GRADUA- 
TION and  MASONRY  of  about  60  sections,  av- 
eraging 1  mile  each,  of  the  road.  The  work  will 
be  mostly  of  the  lighter  kind,  but  embracing  many 
sections  of  good  size  and  some  bridge  masonry  and 
tunnelling.  There  are  103  sections  upon  the  road, 
of  which  upwards  of  40  are  under  contract.  The 
route  to  and  along  the  line  is  easy — the  Baltimore 
and  Ohio  Railroad,  the  Ohio  River,  and  the  North- 
western Turnpike,  rendering  it  very  accessible  at 
all  points. 

Specifications  will  be  distributed  from  the  offices 
named,  and  also  Irom  Fetterman  on  the  Baltimore 
and  Ohio  Railroad,  near  the  east  end  ot  the  line,  on 
and  alter  the  ilth  of  April.  Bidders  must  be  well 
recommended,  and  will  state  what  other  work  they 
may  have  in  hand. 

By  order  of  the  President  and  Directors. 

BENJ.  H.  LATROBE, 
Chief  Engineer. 

Baltimore,  March  9th,  1853. 

Notlee  to  Contractors. 


Mississippi  and  Atlantic  Railroad,  trom  Terre 
Haute  to  St.  Louis  Letting.— Sealed  propo- 
sals, will  be  received  at  the  office  of  the  Company, 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  15th  day  of  May,  1853,  at 
sundown,  for  the  grading  and  masonry  from  Terre 
Haute,  Indiana,  to  Pocahontas,  Illinois,  (124  miles) 
and  for  the  bridge  across  the  Wabash  River. 

Propositions  will  also  be  received  until  and  on  the 
15th  day  of  June,  1853,  at  sundown,  ateither  of  the 
above  named  offices,  for  the  grading  and  masonry 
from  Pocahontas  to  Caseyville,  (30  miles.) 

Proposals  will  be  preferred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  be  re* 
ceived  and  considered  lor  sections  of  ten,  fifteen  and 
twenty  miles. 

The  Company  reserves  the  right  to  accept  ot 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 
proper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
aee  in  Terre  Haute  for  two  weeks  previous  to  the 
letting.  John  Brouoh,  Presiaent. 

S.  DwiGHT  Eaton,  Engineer. 

Terre  Haute,  Ind.,  March  1,  1853. 


Hoole,  Stanlforth  &  Co., 

MINERVA  WORKS, 
SHEFFIFLD, 
Steel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ing  and  Machme  Files  ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stanUy  on  hand  by         RICHARD  MAKIN, 
Agent  for  the  Manofacturers, 
'     43  24  Broadway. 


Pease  &  Mnrpby, 
FULTON    IRON    AVORKS, 

FOOT  of  Cherry  st.,  E.  R.    Office,   27  Corlean 
corner  of  Cherry  st.    Manufacturers  of  Lan 
and  Marine  Engines. 

N.  B.   -Ensines  and  Boilers  repaired.  6tf 


Notice. 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Girard  building,  No.  60  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  its  branches,  in  a  superior 
manner.  Having  the  best  artists  and  workmeu 
employed,  he  can  freely  warrant  his  work  as  equal 
to  any  in  the  trade. 

Publishers,  civil  engineers,  machinists,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch. 

DAVU)  CHILLAS, 
Apl  Im  60  South  Third  street. 


* 


i  Fulton  car  Manufactory, 

CINCINNATI,  OHip. 

GEORGE  KECK  would  respectfuly  call  the  at- 
tention  of  Railroad  Companies  in  the  West  and 
South  to  his  establifehment  at  Cincinnati.  His  facil- 
ities for  manutacturine  are  extensive,  and  the  means 
of  transportation  to  different  points  speedy  and  econ- 
omical. He  is  prepared  to  execute  t«  order,  on  short 
notice.  Eight-wheeled  Passengtr  Cars  of  the  most  tu  • 
perior  description.  Open  and  Coveied  Freignt  Cars, 
Four  or  Eignt-whetl  Crank  and  Lev«r  Hand  Cars, 
1  rucks,  Wheels  an4  Axles,  and  Railroad  Wotk  gen- 
erally, j 
Cincinnati,  Ohio,  February  9,  1853.1 


Brass  Tubes  for  JLoeomotiye  & 
Marine  Boilers. 

THE  undersignf  d,  having  been  appointed  agentfor 
the  highly  respectable  manufacturers,  Messrs. 
Allen,  Everett  A  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  1  hcse 
Tubes  are  found  to  anewer  well,  and  are  now  in  most 
general  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out.  realize  about  half  the  eunount 
lor  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
March  2d.  19B3. 90  Reaver  st. 

Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  Clinton  line  railroad  company,  in 
Hudson,  Ohio,  until  the  20th  day  of  May  next,  for 
the  grading,  masonry,  bridging  and  superstructure 
of  their  entire  road,  from  Hudson  to  the  Pennsyl- 
vania state  line. 

Plans,  profiles,  and  specifications  will  be  exhib- 
ited, and  all  requisite  information  given,  at  the 
office  of  the  company,  in  Hudson,  on  and  afler  the 
10th  day  of  May  next. 
By  order  of  the  board  of  directors. 
H.  N.  DAY,  president. 
W.  B.  BRINSMADE.  engineer. 
-   Piidwn,  March  29, 1868. 


Trautwlne  on  R.  R.  Curres. 

By  John  C.  Trautwine,  Civil  Engineer, 
Philadelphia,  Pa. 

JUST  published,  accompanied  by  aTableofNat- 
ural  Sines  and  Tangents  to  single  minutes,  by 
means  of  which  all  the  necessary  calculations  may 
be  performed  in  the  field. 

This  little  volume  is  intended  as  a  field-book  foi 
assistants ;  and  will  be  found  extremely  useful,  as 
it  contains  full  instructions,  (with  wood  cuts)  for 
.aying  out,  and  adjusting  curves;  with  Tables  of 
Angles,  Ordinates,  etc.,  for  Curves  varying  from  13 
miles,  down  to  146  feet  Radius. 

A  poruble  Table  of  Natural  Sines  and  Tangents 
to  minutes,  has  for  a  long  time  been  a  desideratdm 
among  Engineers,  independently  of  its  use  in  lay- 
ing out  curves. 

The  volume  is  neatly  got  up  in  duodecimo;  an. 
handsomely  bound  in  pocket-book  form. 

Sold  by  Wm.  Hamilton,  Actuary  of  the  FC^  \k- 
tin  Institute,  Philadelphia.    Price  $1. 

Also,  "  Trautvnne's  Method  of  Calculating  Ex- 
cavation and  Embmnkment." 

By  this  method,  which  is  entirely  new,  (being 
now  made  known  tor  the  first  time)  the  cubic  con- 
tents are  ascertained  with  great  ease,  and  rapidity, 
by  means  of  diagrams,  and  tables  of  level  cuttings. 
Thin  octavo;  neatly  half  bound,  $1.  For  sale  by 
Wm.  Hamilton. 

Jtme28,  1851. 


£tna  Safety  Fu^e. 

THIS  superior  article  for  ignitine  the  charge  in  wet 
or  dry  blastmg,  made  with  DUPONT'S  best  pow- 
der, is  kept  for  sale  ^t  the  office  and  depot  ot 
REYNOtDS  &  BROTHER, 
X^SoA  ManufaUurertf^i 
No.  85  Liberty   Su    ,i 
NEW  YORK.       1 1 
And  in  Uie  principal  cities  and  towns  in  the  U.  States. 
rS"  The  Prcmiuih   of  the  AMERICAA  INSTI- 
TCTE  WP.8  awarded  to  the  Etna  Sqfetv  fust  at  the 
late  Fair  held!  n  thit  city. 

Nov«Th«r  3.    IR4d.  Ij 

Gerard  Ralstoit, 

21  TOKEN  HOUSE  YARD,  LONDON, 
orrxMB  his  scbvicbs  roa  true 

PURCHASE  AND  SALE  OF 

AMERICAN    S£CUR1T1ES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Cliairs,  or 

any  kind  of  Machinery. 

REFERENCES :  ' 
'Messrs  Palmer,  McKUiop,  Dent  &  Co.,  London. 

"        Oeorge  Pleabody  &  Co.  London. 

"  Curtis,  Bbuve  &  Co,  Boston. 
Richard  Irvin,  Etq.,  INew  York.  i 
Robert  Raisiun,  Esq  ,  Philadelphia.] 


C.  C.  Jamieson. 


Baltimore. 
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To  Railroad  Companies,  Car 
Builders,  Maelilnists,  ete. 

SINGER,  HARTMAN  &  CO., 

SHEFFIELD  IRON   AND   STEEL  WORKS. 

PITTSBURG,  Pa. 
Warehouse  Nos.  119  Water,  and  140  Front  ats. 

HAVING  completed  their  arrangements  for  man- 
ufacturing Car  and  Locomotive  Axles,  Piston 
Roda,  Wrought  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  are  prepared  to  ofier  inducements  aa  lo  qual- 
ity and  price.    They  also  manufacttire 
Boiler  Plate  and  Rivets, 
Railroad  and  Boat  Spikes, 
Car  and  Locomove  Springs, 

"  Spring  Steel, 

Solid  Box  Vices,  etc.,  etc.  IM* 


rirg^inia  lioeomotiye  and  Car 
Works. 

Wolfe  Street  and  '.  liver  Potomac,  Alexandria  Va 
SMITH  &   PERKINS,  Proprietors. 

MANCFACTCKE 

Locomotive  Engines  and  Tenders. 

Marine  and  Stationary  Engines  and  Boilers. 

Chilled  Car  Wheels  and  Axles 

Patent  Chilled  and  Wrought  Slip^ire. 

Machinery  and  Castings  generally. 

The  undersigned  having  erected  Very  extensive 
shops,  and  procufled  the  most  modem  machinery 
and  tools,  are  preriared  to  execute  oBders  lor  Loco- 
motive Engines,  Oars,  and  Machinery  oi  all  kinds, 
with  despatch,  and  on  the  most  lavorable  terms 
iR.  C.  SMITH, 
La  t«qf  the  Alexandria  Iron  Works. 
TIUTCHER  PERKINS, 
Uate  Master  ot  M4chinery  on  the  Bak.  &  O.  R.IL 

Jnlvaa   1861      ; : 

CAUTION. 
India-rubber  Car  Springes. 

AN  advertiaemelit  having  lately  appeared  in  the 
pubUc  papers,  signed  H.  H.  Day,  claiming  to 
have  received  irom  the  American  Institute,  the  pre- 
mium for  the  best  India-rubber  Car  Spring,  the  sub- 
scribers think  it  well  for  the  satismctio'n  of  their 
friends  and  those  itaterested,  as  well  as  for  the  pur 
pose  of  exposing  false  statements,  to  pubush  the  fol- 
lowing Diploma,  lately  av  arded  to  F.  M.  RAY,  the 
inventor  ot  the  Spdng.  The  original  of  which  caa 
be  seen  at  the  ofl&c*  of  the  company,  No.  104  Broad- 
way, New  York. 

Diploma — Awarded  by  the  Amerioan  Institute  to 
F.  M.  RAY,  for  the  best  India-rubber  Car  Spring. 
A  Gold  Medal  having  been  before  awarded. 
Signed.  JAMES  TALLMADGE, 

11    Prsaitent. 

N.  Mbios,  Recoitding  Sec'y.  '1 

Adonisaic  CbaAdlxk,  Cor'g.  Ssc'vl 

iVew  York,  Oct.,  1851. 

New  England  Ciir  Spring  Co.,  No.  104  Broadway 
W«wYork.  7i£ 
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PATENT 
LiOComotiYe    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &  Lowell, 
Fall  River,  Vt.  Valley,  Vt.  and  Mass.,  Old  Colony 
New  York  and  New  Haven,  Providence,  Hartford 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie, 
Boeton  ai)d  Worceater,  Connecticut  Biver.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  sale  by 

BRIDGES  &  BROTHER,  Aft^:, 
64  Courtland  St.  J>.'ew  York. 
January  20,  1863. 


The  Ameriean  Railroad  Cbair 
Manufaeturing  Co. 

IN  POUGHKEEPSIE,  N.  Y., 


IRON.  , 

Pierson  &  Co.,       ' 

24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN.  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufacturedfor  LOCOMOTIVE  and  CAR  BUILD 
ERS,  and  RAILROAD  MACHINE  SHOPS  ;  also. 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
StPeL 

Locomotive  Cranks.  Axles,  Tires  and  Tire  Bars,  of 
he  B.  I).  LOWMOOR,  and  other  approved  makes, 
mported  to  order  on  the  most  favorable  terms, 
Febnury  11   1853. 


Notice  to  Contractors. 

HANNIBAL  AND  ST.  JOSEPH  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  andersigned,  in  the  citj  of  Han- 
nibal. Missouri,  until  the  twentieth  day  of  April, 
for  tne  graduation,  masonry  and  bridging  ot  25 
miles  of  said  road,  extending  west  from  Hannibal. 
Proposals  will  also  be  received  at  our  office,  in 
the  city  of  St.  Joseph,  Missouri,  until  the  tenth  day 
ot  May,  for  the  graduation,  masonry  and  bridging 
of  25  miles  additional,  extending  east  from  St.  Jo 
seph.  The  remainder  of  the  line,  extending  a  dis- 
tance of  over  150  miles,  will  be  placed  under  con- 
tract as  soon  as  the  same  can  be  prepared  by  the 
engineers. 

Thi-s  line  embraces  some  very  heavy  excavations 
and  embankments,  and  several  large  bridges. 

Plans,  profiles  and  specifications  will  be  ready 
at  each  place  one  week  previous  to  the  letting. 
DUFF  &  LEARNED, 
Contractors  H.  and  St.  J.  RR. 

To  Contractors. 


SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  office  of  the  Lexington  and  Big 
Sandy  Railroad,  in  Mt.  Sterling,  Ky.,  until  Aug. 
10th,  at  sun  down  for  the  graduation  and  masonry 
of  the  whole  of  said  Railroad,  a  distance  of  126 
miles.  Bids  will  be  received  for  any  number  of 
sections,  the  company  reserving  the  right  to  reject 
all  propositions,  if  none  are  satisfactory. 

Propositions  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  runs  through  some  of  the  finest  por 
tions  of  the  State,  the  facilities  for  the  supplies  of 
every  kind  being  very  abundant. 

Plans    and  specifications  may    be  seen  at  the 
office  after  July  1st. 

J.  B.  WESTBROOK,  Chief  Engineer. 

Portland,  April  9, 1853. 


A.  WUtney  &  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chilled  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  fumifh  Wheels 
fitted  complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  31  tf 


Dudley  B.  Fuller  &,  Co., 

IRON  COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET, 
■KW  YORK, 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Weouoht  Ibow  Chair,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ot  the 
chair  heine  set,  by  means  of  a  sledge  or  hammer, 
close  and  nrmly  to  the  flanee  of  the  rail. 

The  less  thickness  of  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequendy  a  mueh  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  funush  them  at  a  cost  much 
below  that  of  Cast  Ibon  Chaus. 

Our  Chair*  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.    Our  Chairs  are  made  b 
machinery,  and  formed  over  a  die,  consequently 
are  uniform  and  alike. 

Our  Chairs  are  in  usd'on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Bufhdo  and  Rochester,      Tioga,  " 

Northern,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Pordand,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  BnfTalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE.  Secretary, 
PougfaKeepsie,  N.  Y. 

January  1, 1863. 
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THB  andersigned,  from  their  Umg  engacements  with  the 
MantiflMturers  of  O  L  Iron,  tbemg  themaelTM  eminantly 
quaUfled  to  assist  Bailway  Oompanies  u  America,  and  Oentie' 
men  proe««dinc  to  IngUnd  for  the  purpoM  oTparcliasing  Ball' 
toad  or  other  IroiL  tender  their  serrioes  ft«e  of  any  onargti 
and  invite  oommnnleationa  either  peraooal  or  by  letter. 
JOHN  B.  AUSTIN  *  00 


Address 
March  «,UBaL 


2  lognm  Oouit,  Teocbareh  Street, 

LONDON. 


Ii  HNI8  &  mwa9§ 
SHEFFIELD,  EIV«IiAIVD, 

MannlKctnrers  of 

WABRANTED  Cast  Steel  of  superior  quality  tat  TooU, 
Machinery  and  Engineering  purposea.  Stafto  and 
Doable  Shear,  Blister,  Oeraisn,  Spring  and  Sheet  Steal  of  every 
description ;  also,  Oast  Steel  JKles  of  Uf  h  rapotattaa,  tMciaUy 
adapted  for  the  use  of  Machinists,  and  Saws  andldg*  IMsol 
ail 


Oerponte  nark 


USB 


OHAS.  OONORITX,  AMBt, 
W  Maidsn-luie,  NewTock. 
Stocks  of  the  above  goods  oooataBtly  oa  haaa. 
lanoary  12, 1868. 


r 


.   '  Railroad  Iron. 

K AAA  '^^^^  ^^^^  Staffordshire  Rails  for 
%F  WV  sale  on  early  delivery  in  Liverpool 
by  NAYLOB  a.  CO., 

12tf  99  Jobn  ttTMt. 


SIMEON  DRAPEB,  No.  4e  Pine-st,  offers  for  sale,  a  variety 
of  BAILKOAD  B0KP8  and  STOCES ;  aiK>  ClIY.  lOWN 
aud  COUWTY  BONDS,  among  which  art- 
ist Mortgage  Convertibie  Bonds:  ...v.. 

Pajfoble  in 
T  per  cL— Bu&lo,  Coming  and  New  York 

B.  B. New  York,  1867 

7  per  ct— Western  Vermont  B.  B "      1861-71 

7  per  ct. — Columbus,  Fiqua  and  Indiana.  .  .        "  1862 

7  per  ct.— Oauwisea,  Wiiliamsport  and  Erie.       "  1887 

8  per  Ct.— Peoria  and  Oquawka "  1863 

6  per  ct.— Maysvilie  and  Leiiugton "  1870 

6  per  ct. — Dauphiii  aud  Susqueliauna  Ooai  Co.        "  1877 
Ist  Mortgage  Bonds : 

7  per  ct— Coming  fc  Blossburg. "  1873 

7  per  ct.— Bullalo  and  New  Yorit  City.  ....        "  1866 

7  per  ct— Mansfield  and  Sandusky "  1860 

7  per  ct— Toledo,  Norwaik  and  Cleveland.  .        "  1861 

7  per  ct— Vermont  Valley "  1861 

7  per  ct— New  Jersey  Central "      1800-70 

7  per  ct—Bnmswick  Canal  Co "  1867 

7  per  ct— Troy  and  Benuiugtoa. Troy,  N.Y.  1862 

Also,  second  Mortgage  bonds  of  many  of  the  above  compaaies, 
and — 
7  per  ct— Saratoga  and  Washington  B.  B.New  York,  1862 

7  per  ct — Troy  and  Boston "  1864 

7  per  ct— Muscogee  Bailroad. Sarannab,  1862 

7  per  ct— Huron  aud  Oxford. New  YorlL  1602 

10  per  ct— Mansfield  and  Sandusky  B.  B.  Co.        *'      18&fr-&7 
7  per  ct— Township  of  Portland,  Ohio.  ...         "  1862 

7  per  ct — City  ofDayton,  Ohio,  guaranteed  by 

Mad  Biver  B.  B "  1861 

10  per  ct— City  of  Keokuk,  Iowa. Keokuk,  1863 

7  per  ct — Town  of  Huron,  Erie  county,  Ohio.    Huron,    1861 

7  per  ct— Town  of  Newark,  0 New  York,  1860 

7  per  ct — City  of  Sandusky,  convertible  into 

JuncUoo  a.  B.  Stock. «♦  1866 

7  per  ct— State  of  California "      1862-72 

7  per  ct — Mortgage    bonds  of  the  Atlantic 

Steamship  Co «  1865 

12  per  ct — Iniprovement  Scrip  of  the  State  of 
Wiscousiu   for   improvement  of 

Vox  Biver "  1862 

Rutland  and  Whitehall  Stock,  with  guarantee  of  7  per  cent 
dividend  by  Saratoga  aud  Washington  Bailroed. 
Stock  in  the  Western  Vermont  B.  B.  Co. 
Stock  in  the  Mad  Biver  B.  B.  Co. 
Stock  in  the  BuflSaio,  Corning  and  New  York  B.  B.  Co. 
Stock  in  the  MansUeld  and  Sandusky  B.  B.  Co. 
Stock  in  the  New  York  and  Virgima  Mali  Steamship 
Company,  paymg  20  per  cent  dividends. 


The  Cold  Spring  Iron  Works 

INCORPORATED  IN  184a 

IN  the  Town  of  Otis,  County  Berkshire,  Massachu- 
setu,  manufactures  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manufacture  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON  of 
ah  descriptions.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  being 
situated  in  a  region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equal, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  They  sohcit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  be  promptly  attended  to  :  and  execut- 
ed on  terms  as  advantageous  as  can  be  had  elsewhere. 

Thev  refer  to— 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 
road, Salem,  Mass. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Coan. 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandtisky  City,  Ohio. 
W.  W.  WethereU,  Car  Builder,  '^  ** 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass. 
or,  GEO.  W  PRESCOTT,  Sup'^ 
Otiss,  Mass. 
Nevember  12, 1862. 


Antbracite  and  Charcoal  Pig^ 
Iron. 

800  Tons  No.  1  Qlenden  Anthracite  Pig  Iron. 
1000      "    No.  2  "  "  «« 

1000      "    Forge  "  "  •• 

200      "    No.  1  Stockbtidge  Charcoal    " 
100      "    No.  2  ••  "  "  ■s  r 

600      "    Forge  Katahdin     •   ff"  •,      '    . 

For  sale  by 

GEORGE  W.  A.  WILLIAMS, 
6  Liberty  Square,  Boston. 
December  11,  1862.  3m 


FOR  SALE. 

rpWO  Sixty  Horse  Power  Beam  Engines,  with 
X  eight  boilers,  suitable  lor  Blast  Furnace, 
Pumping,  or  Mining ;  formerly  used  by  the  State 
of  Pennsylvania  on  the  Schuylkill  Inclined  Plane, 
near  Philadelphia,  (where  they  may  now  be  seen.) 
Applyto  A.  &  P.  ROBERTS, 
No.  80|  WalAotStxeet,  PiiiUdelplua. 


..Hm^i^.t:':".  .: '^ 
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Notice  to  Contractors. 

Office  N.  O.,  Opblodsas  &,  Great 
Western  Railroad  Co., 

Netff  Orleans,  March  btA,  185;). 

SEALED  PROPOSALS  will  be  received  at 
this  office,  until  the  lOth  of  May  next,  lor  the 
coDstructioQ  of  that  portion  of  the  road  between 
Bayou  Lafourche  and  Berwick's  Bay,  a  distance 
of  31  miles  ;  also  from  Berwick's  Bay  to  Wash 
iogion,  92  miles,  including  a  branch  road  of  lb 
miles.  Proposals  will  be  made  for  the  entire  com- 
pletion of  the  road,  (except  famishing  iron.) 

References  of  ability,  and  security,  will  be  re- 
quired. 

Plans  aitd  specifications  of  the  work  to  be  seen 
at  this  office,  after  the  10th  of  April. 

JAMES  G.  GIBBES,  Chief  Engineer. 


daily  (Sui 
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Toledo,  NorwaLk  and  Cleve- 
land  Railroad. 

OPEN  through,  completing  the  last  link  in  the  chain 
of  RaUroada  between  New  York,  Boston,  PLila 
delphia,  Baltimore,  Washington  City  and  Chif 

On  and  after  Monday,February  7, 
1853,  Passenger  Trains  will  run 
lily  (Sundays  excepted)  as  follows : 
Leave  Toledo  at  9  A.  M.  and  10  P.  M. 
Leave  Cleveland  at  9.20  A.  M.  and  9  P.  M. 
CONNECTING 

At  Toledo  with  trains  of  Michigan  Southern  Rail 
road,  for  Chicago  and  the  West. 

At  Bellevue  with  trains  of  Mad  River  and  Lake  Erie 
Road,  for  Sandusky  City,  Dayton,  IndianapoUs, 
Cincinnati,  e*c. 

At  Monrueville  with  Mansfield  and  Sandusky  City 
Road,  for  Sandusky  City,  Shelby  Junction,  Co- 
lumbus, Newark  and  ZanesvUle. 

At  Grafton  with  Cleveland,  Columbus  and  Cincinna- 
ti Road,  for  Shelby  Junction,  Columbus  and 
CincinnatL 

At  Cleve  an  t  with  Lake  Shore  Road,  via  Dunkiric, 
for  New  York  and  Boston,  via  Buffalo,  for  New 
York  and  Albany  and  tor  Wettern  Road  and  Bos- 
ton, with  Cleveland  and  Pittsburg  Road  for 
Pittsburg,  Wheeling,  Philaoelphia,  Baltimore,  & 
Washington  City. 

E.  B.  PHILLIPS,  Sup't. 
Office  T.,  N.  &  C.  R.  R.,  > 
Norwalk,  O  ,  Feb.  2  1863.  ( 


Alton,  Mt.  Carmel  and  Neiv 
Albany  Railroad. 

NOTICE  is  hereby  given,  that  there  are  no 
Bonds  of  this  company  in  circulation,  as  the 
books  of  this  company  will  testify  that  no  bonds 
have  ever  been  issued  or  authorized. 

And,  as  all  the  stock  formerly  subscribed  on  the 
books  of  this  company  was,  on  the  4th  and  18th  of 
December,  1852,  sold  by  the  sheriff,  under  execu- 
tions issuing  from  the  Circuit  Court  of  Edwards 
county,  Illinois,  and  was  by  the  purchasers  at  such 
sales,  or  by  their  assignees,  surrendered  to  the 
present  board  of  directors,  on  the  29th  of  January, 
1853 :  AK  Certificates  of  Stock  bearing  date  previous 
to  that  time  are  worthless. 

It  having  been  reported,  that  bonds  and  certifi- 
cates of^tock  of  this  company  have  been  offered 
for  sale  or  pledge  by  parties  formerly  connected 
with  this  company,  the  board  have  thought  it  right 
thus  to  put  the  public  on  their  guard. 

'      F.  B.  THOMPSON, 
Brest.  Mt.  C.  «f-  N.  A.  R.R.  Co. 
Samuel  Thompson,  M.  D., 

Sec^y  to  the  Board. 
March  7th.  1853.  Iinl2 


To  Contractors. 

LA  CROSSE  AND  MILWAUKEE  RAILROAD. 
— Proposals  will  be  received  at  the  office  of 
the  Engineer  of  this  road,  in  the  city  of  Milwaukee, 
npon  the  20th  day  of  May  next,  for  the  Grading, 
Bridging,  Superstructvu^,  Station  House,  Water 
Stations  and  equipments  of  the  first  division  of  the 
La  Crosse  and  Milwaukee  Railroad,  extending  from 
the  city  of  Milwaukee  to  Portage  City,  on  the  Wis- 
consin River. 

_  Propositions  will  also  be  considered  for  the  gra- 
ding in  sections,  and  for  the  superstructure  smd 
buildings,  separately. 

By  order  of  the  Board, 

J.  L.  BEAN,  Pwaidenfc. 
Milwaukee,  April  6th,  18M.     '» -  .-.• 


CAR,  LOCOMOTIVE,  AND  TENpER  SPRING 


MANUFACTORY. 


fl 


'^  PHiiJU>XLFHiAt  JIf ore^  1,  1852. 

We  beg  leave  to  present  the  following  Certificates  to  the  consideDation  of  Railroad  Coat- 
pamlet  and  Car  Bnllders,  for  the  quality  of  €JlR,  L.OCOm[OTITE,  AND 

TEN DEK  SPRING  muraftctured  by  xu. 

At  the  same  time  we  would  inform  Railroad  Companies  and  Qu  Builders  that  we  have  ex- 
tended oar  woriLB,  and  wiU  be  happy  to  execate  any  orders  for  Sted  Springs  for  ClH,  Locomo- 
tivea,  or  Tenders,  of  au^  design  or  pattern  which  they  may  see  proper  to  intrust  to  ns,  at  the 
lowest  prices,  and  on  terms  which  will  prove  satisfactory. 

Frcnn  our  long  experience  as  Spring  manufacturers,  we  are  enabled  to  supply  R«Eln>ad  Com- 
panies with  Sprini^  Steel,  of  superior  quality,  converted  from,  Siptde  Steel  Iron. 

The  iron  being  imported  direct  from  Stockholm  by  ourselves,  aild  Converted  and  Rolled  nn« 
der  our  supervision.  .  Yours  respectfully,       ['^  jj 

i       JAMES 


RBA 


Jakbs  Jzmixs  St  Boh, 

OeBdeoMn :  In  reply  to  your  tatqnlrlM  m  to  Um  eh«ncter 
of  the  Sprtaiga  fomiaaed  bv  yoa  for  LoeomotiTe  Rnglnee  and 
Tenden,  I  tske  pleaaure  In  MTtng  Utttt  I  have  found  them, 
both  ia  material  and  workmaiuntp,  raporlor  to  anythlBc  else 
of  the  Uad  that  ever  came  under  my  notice.  I  bare  occa- 
doaally  tried  the  Springs  of  olber  mannfJMrtarera,  but  in  test- 
ing tbair  dattidty  and  itrength  wtt  fto  apparatw  I  have  for 
that  pnrpoae,  I  haTe  found  none  oomUnlnx  the  reqoiattea  of 
a  |ood  q>rinf,  vis.,  Ughtaoaa,  dastid^,  and  dorabflttj,  tn  w 
iwHnewt  a  degree  aa  yoon. 

I  sBi  «alnf  tbem  wuloiiTelT  nsder  dw  Bnflnea  and  Tea- 
den  of  my  make,  and  can  tafely  recommend  them  to  oOien. 
ToantnOy,        H.  W.  BALDAVIM. 

(  CiPet,  Pmw'a  RmO  Boad  Co. 
■^'^  i      J»«I*f«,  J«.  as,  1832. 

nSi  fi  to  9UiSfy,  tbai  James  JeCMes  &  Son  manafactnred 
Bsariy  all  of  die  Steel  Spring*  oaed  on  the  Oeoreia  BaU  Road 
white  I  had  charge  of  that  work,  and  hare  uao  fanusbed 
tfaoM  tbat  hare  been  nsed  on  the  Penn^lrmnia  Rail  Road. 
Hm  character  of  their  work  has  alwwsjfwM  entire  aatlsfac- 
UoB,  and  I  cheerfully  recommend  thefr  Gbrinfi  to  the  patron- 
■M  of  Ran  Road  Companies  and  Car  Buudera. 

J.  EDGAR  TBOUSOV, 
aU^  Wnginuv  mU  PrmUent  Pmmf*  KoU  BaU  Of. 

C  Qfei,  PhWa,  Oermantown  t(lf*niatomm  JL  JL  0*. 

\  jnaAfMry  »,  1852. 

TUt  la  to  eerdiy,  that  I  hare  nsed  the  Steel  E^rtngs  mana- 
ftotorad  by  Messrs.  Jas.  Jeffries  and  Son,  for  the  LoeomotiTes, 
Paww^tir,  and  Freight  Cars  of  the  abore  Road,  daring  the 
last  U  yvwa,  and  have  always  found  thorn  good  and  efficient 
Bpftega,  ghrtng  general  satis&ction.  R.  FRENCH. 

PUUdtipkU,  A*,  a,  18S9L 

lUs  Is  to  oerti^r>  that  wa  have  used  Car  Springs  made  by 

JamM  JeflMea  &  Bon,  for  the  period  of  twrivs  yeva,  and  And 

them  avery  superior  article,  so  much  so,  tint  we  shall  always 

•onttnoe  to  use  tibem.       DUTILH,  HUMPHREYS  A  CO. 

m/iimn  tf  OWm  IAm  of  Trm»».frtm  PhO*  u  PHUhirg 

"pMmdapkia,  n».  27,  isa. 

Mssaaa.  J.  JxvFam  &  Son, 

Qentlemen :  We  have  been  nsing  yoor  Steel  Sprinsi  tmder 
onr  Cars  for  a  number  of  years,  they  have  given  entire  satia- 
faction,  and  hare  proved  themselves  superior  to  any  other 
that  we  have  nseo.  Their  good  qualttiea  Bhonld  commend 
Hmm  to  any  who  have  need  of  an  article  so  difficult  to  obtain 
porCact  Yours  truly,         HARRIS  Sl  LEECH, 

JN'Bjji'lsrsn  tfLmdk't  TVaiu.  Urn*  from  PUT*  ta  PHaukwrg. 

JUeftMM^  JSsM. «,  ISSS. 
MzAbs.  Jnmxn  tc  Son  :  It  affords  me  pleasure  to  say, 
that  after  aome  six  or  seven  years'  trial  of  your  Springs,  I  find 
ttem  superior  to  any  odier  Sprinss  we  have  xxaea  on  onr 
road,  and  are  so  well  satlifled  with  Onetr  merits  ••  to  eonttoae 
thai— of  tham,        1  am,  very  respectfully  yours, 

THOMAS  SHARP, 
-/  ■■':':■:■__■:■  StipertnUiuUni  R.  P.  *P.  A  Jl 

,y-^^    .^  -^'-  ,  -v"  7    QMei,a.^P.X.a.Ca. 

i  JKdbMMl,  K<s.,  .Km.  *,  1892. 
To  Ml.  TtntUM  JsnmiBs, 

Dear  Sir :  I  take  pleaanra  fat  stating  that  the  Sprinss  made 
by  die  flim  of  wirfrayva  "are  a  member,  and  which  I  have 
been  asfaf  for  tite  last  eight  yean  on  Locomotives  and  Ten- 
don, aad,  dso,  on  Passenger,  Freight,  and  Coal  Can,  have 
glvsn  the  utmost  satlMhcUon,  and  I  consider  them  sitporior 
to  any  I  have  raeelved  from  other  establishments  during  the 
above  period,  and  shiJl  still  continue  to  send  you  onr  orden 
Ibr  an  we  mty  wnt        Veij  renectfoDy  yoon, 

THOMAS  DODAMEAD, 
SiiptrimUndent  R.  fyP.  R.  JL 

<  9iiptrintendMt$  Qgm,  C.  B.  R. 
\    SimmHnak,  Oo.,  Jan.  21,  16S&. 


TbU  will  oertU^  that  Car  and  Locomotive  Springs  made  by 
Mlisari  Jaaaea  Jdmet  &  Son,  of  Philadelphia,  have  been  in 
an  oa  Ms  md  for  a  nmaber  of  years,  and  have  given  entire 


"1 


«  SON, 

07  OIOARD  HOUSE. 

c  Q/Um,  Pwuniwf  RRO*. 

>  P^trwbmrgf  Jan.  8,  1853. 
"ne  house  of  James  1  Mfries  &.  Son,  of  Philadelphia,  has 
made  us  a  food  many  Car  and  Enrine  Spritiir*i  <^<i  1  t>^ 
great  pleasure  to  stati^  l2iat  they  have  always  turned  out 
well,  and  I  beUeve  thek'  worit  can  not  be  sirpasscd  by  any 
in  the  country.  H.  D.   BIRD, 

PrttUmt. 


»ip't  T  «r  tt. 


(  eyes,  !tHf'i  T  If  M.  Ptrntr,  ».  Os.  X.  Jt  Os. 
\  Ckarlttum,  Jmt.  21. 1859. 

This  Is  to  eerUfy,  that  the  South  Carolina  Sail  Road  Com- 
pany hare  for  a  number  of  year*  been  using  te  Steel  Springs 
manufactunHl  by  MesnlL  J.  Jeffries  Si.  Son,  Of  Philadelphia, 
for  their  Locomotive  Engines,  and  for  both  iPassenger  and 
Freight  Cars,  and  I  take  pleasure  in  stating  that  they  have 
given  entire  satisfaction,  and  recomramd  then  to  the  patron- 
age of  all  Rail  Road  Companies  requiring  such  articlea. 
■  1  J.  D.  FETCH, 

.."^aKfft  TVLm.  4- Motwt  Power  9t.  C*.  R.  R.  0». 

PkUadelpkU.  VU.  27,  1852. 
This  Is  to  oeitiiy,  lliati  I  have  used  Springs  made  by  James 
Jeffries  Sl  Son  for  the  p«  nod  of  five  years,  and  consider  them 
equal,  if  not  Miperior  to  my  others  that  I  have  had  in  use. 
—IT-  r-'  JOSKPH  8.  LEWIS, 

PentufivaKia  if  Ohio  Lm*. 


\  -         \       (      Otor^  RmO  Romd, 

I  AMfu$ta,  a*.,  Jm.  1, 1892 

To  whom  It  may  contem. — We  have  used  Sprines  manu- 
tiMtnred  by  Measra.  Janles  Jeffries  and  Son,  for  the  Locomo- 
tives and  Cars  of  our  ro*d  for  the  last  ten  years,  and  have  no 
hesitation  in  recommending  tbem  as  having  given  eeneral 

I  OsNeroi  Japerfairswdsm. 


(  MacM  4-  ITeiteni  Rma  RMd, 


Mmt»%,  0«.,  /m.  25,  1892. 
Mxssms.  J.  JsrFaiBs  St.  &on, 

Gendemen  :  This  ConfMny  has  for  several  years  purrbaaed 
and  used,  under  Cars  ahd  Engines,  Steel  Springs  manufw:- 
tured  by  you.  We  have  also  purchased  from  other  r"*""ff"- 
turers  and  made  Springs  ourselves. 

Yours  have  riven  entii«  satisfaction,  and  have  proved  them- 
selves equal,  ii  not  superior  to  any  we  have  used.  Their  ex- 
cellent qtudities  should  commend  them  to  all  Who  have  need 
of  UB  article  so  difficult  to  obtain  in  perfection. 

Yours,  very  res^ecdnlly,         EMERSON  FOOTE, 

Skperinimdnt. 

JtfMM,  am.,  Jmtiery  24. 189IL 
Mkssbs.  JAMXi  JEmimk  &  Son, 

Gentiemen  :  In  reply  M  your  inquiries  in  reference  to  Steel 
Springs,  1  take  pleasure  i^  saying,  that  I  have  baen  in  the  way 
of  observing  Springs  in  oke  on  Cars  and  Locomotives,  on  va- 
rious Rail  Roads,  for  seventeen  years  past,  more  particulariy 
on  the  Central  Rail  Road  of  Georvia  (or  eight  Sears  past,  and 
daring  said  seventeen  years  have  Been  practlcdly  aeqtudnted 
with  your  make  of  Springs,  and  I  have  no  hiiitatiiifi  in  say 
Ing,  that  Tour  Springs  «ith  open  worii  are  the  best  Steel 
Springs  I  nave  ever  used  br  seen  In  use. 

Yours,  retoectfnlly,       GEO.  Vf.  ADAMS, 
3a^u  lersiiaiwl  A  W.  R.  ».  of  OoorgU. 


ftfnUy, 
*umio 


C  TVmuft,  Qfee,  W.  t(  A.  R.  R. 
\       AOmtie,  Jim.  3L  184&. 
Mxsens.  Javks  jKmix4  Sl  Son, 

Gentlemen :  This  road  has  nsed  the  ITim liiji  ^>S^  ^  jour 
firm  since  its  first  opeointf ,  under  both  Engtoe  ^d  Cars,  and 
they  have  given  entire  saisfactlon  to  all. 

Very  respectfully,        WM.  D^FULTOK, 


W.  M.  WADLEY, 


■i^ 


Sr  WtMt  Pottu  R  R.  Co. 
MoKtgmmry,  AU.,  FW  23,  1893. 
lliis  may  certify,  that  this  Company  have  been  for  yeara 
using,  both  under  their  Etginea  and  Cars,  Snrinrs  from  the 
manufactory  of  James  Jmrim  it  Son,  of  Philadelphia,  and 
are  so  well  satisfied  of  their  superiority  that  we  ean  conlidenu 
ly  fecommezMl  them  to  all  companiea  in  need  of  Springa. 

8AMUKL  e.  JOllKS, 


8T2 


■■'T' 


""■TF^" 


AMERICAN    RAILROAD    JOURNAL. 


CARHART'S    IMPROVED    TURNTABLE. 


N»i     ;i. 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
Uoos.  The  whole  cost,  ready  for  use,  was  former- 
ly $1,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  toj 
confer  with  the  su'oscriber  for  further  particulars,! 


or  inquire  into  the  practical  utility  o[  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfally 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen 
tral  Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts 
burgh  R.  R. 

Wm.  E.  Purguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Elsq.,  Chief  Engineer  of  Colum- 
bus, Piqna  and  Indiana  R.  R.,  at  Piqaa,  O.* 

Fig.  I,  of  the  above  cut,  represents  the  Foanda- 
tions,  consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress> 
ed  stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  3,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Trass,  with 
the  mode  of  gearing,  including  the  mitr^wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Pig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  farther  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

Febraary  14, 1853. 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  tor  Railroad  Oars,  supphed 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and 24  Broadway, 
New  Tork. 


CAUTION. 

RAILROAD  Companies,  and  the  public 
are  hereby  cauuoned  against  purchasfng  Rich 
ardaon's  PatentOil  Cups,  or  the  right  to  use  the  same, 
azeept  of  the  undersigned.  Proprietor  of  the  Patent, 
or  ot  some  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westminster,  Vt.,  will 
be  Droonlljrattended  to.  E.  DaWOLF,  Jr. 


To  Cng^ineers,  Areliiteets  and 
Draug^htsmen. 

THE  undersifi^ed  begs  respectfully  to  inform  (3en- 
tlemen  in  the  above  profeanons,  that  he  haa  eon- 
nandy  on  hand  a  great  variety  of  Instruments  for 


Field  and  Office  use. 
Feb  9  1863. 


JAS.  PRENTICE, 
316  Broadway,  N.  T. 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant 
ly  on  hand  for  sale,  every  variety  and  size  of  Ball- 
road  Wheels,  made  from  the  celebrated  Oxford  Iron. 
AU  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  O.,  will  be  attended  to  promptly. 
avpu  11, 1862.       Ij* 


Wm.  Swinburne, 

LOCOMOTIVE  ENGINE  BUILDER,  Paterson, 
N.  J.,  is  prepared  to  execute  orders  for  Freight 
and  Paasenger  Engines ;  also,  Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc.  6tf 

Krapp^s  Prussian 
CAST    STJCBL    AXLES. 

THESE  Axles  have  ne«er  been  known  to  break. 
How  many  more  victims  are  to  be  sacrificed  be* 
fore  their  use  becomes  universal  1 

THOS.  PROSSER  A  SON, 
Sole  Agatta,  28  Piatt  iL,  New  York. 
New  York.  Feb.  7, 1W3, 

;      ...    ••  .  -...       .,.J        •■,  -.     . 
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■;*;-    «L--^-_ 


HENRT  y.  POOR,  Editor. 
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Rall-vrajra  in  British  Nortlt  Aaterles. 

The  readers  of  the  Journal  will  recollect  that 
we  gave  in  the  No.  for  24th  July  last,  a  brief 
sketch  of  the  political  and  commercial  history  of 
Canada,  with  an  allusion  to  the  measures  then  in 
progress  to  invite  British  capital  into  the  construe 
tion  of  her  railways.  The  remarks  then  made 
were  suggested  in  consequence  of  information  of 
the  arrangement  between  the  Hon.  Francis  Hincks, 
on  behalf  of  the  government  of  Canada,  on  the 
one  side,  and  of  the  Hon.  Wm.  Jackson,  M.P.,  for 
himself  and  Associates,  on  the  other,  by  which  the 
latter  party  became  obligated  on  certain  terms  to 
construct  the  Grand  Trunk  Line  of  Canada. 

It  was  clearly  foreseen  by  us,  at  that  time,  that 
the  introduction  into  Canada  by  Mr.  Hincks,  of  the 
eminent  English  Contractors  associated  with  Mr. 
Jackson  would  lead  to  the  adoption  of  those  mag- 
nificent projects  which  have  been  already  entered 
upon  by  these  parties. 

Mr.  Jackson  came  to  America  to  consummate 
contracts,  previously  agreed  upon  in  England,  for 
building  a  line  of  railway  in  Canada,  extending 
from  Montreal  to  Toronto,  and  for  the  construc- 
tion of  the  European  and  North  American  railway 
in  New  Brimswick.  Before  entering  into  absolute 
exigageme&ts,  Mr.  Jackson  travened  the  whole 
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country,  from  Detroit  to  Halifax,  by  way  of  the 
River  De  Loup  and  St.  John  (entirely  through 
British  territory)  and  made  himself  master  of  its 
topographical  and  geographical  features,  and  of 
its  commercial  capacities  and  relations.  He  at 
once  entered  into  the  scheme  of  a  grand  system 
of  railways,  including  in  its  outline  the  State  of 
Maine  and  British  North  America,  securing  an  un- 
interrupted line  of  uniform  gauge  from  Detroit  to 
Montreal,  and  thence  on  the  most  direct  route  to 
Halifax,  across  the  State  of  Maine,  irrespective  of 
political  divisions,  with  a  branch  to  Quebec ;  this 
branch,  to  be  extended  as  far  as  practicable,  along 
the  southern  shore  of  the  St.  Lawrence  below 
Quebec,  in  case  the  Home  Gtovemment  should  see 
fit  to  complete  the  connection,  by  extending  a  line 
from  Miramichi. 

In  order  to  give  this  vast  system  of  railroads, 
and  this  immense  outlay  of  capital,  its  highest  ca- 
pacity for  business,  it  became  apparent  that  the 
same  company  must  control  the  outlet  of  its  west- 
em  trade,  by  owning  the  line  from  Montreal  to 
Portland. 

With  a  view  to  this  restJt,  the  charter  for  the 
Grand  Trunk  Line  of  Canada,  contained  ample 
authority  to  constitute  under  its  charter  other 
lines  in  Canada,  with  the  right  to  purchase  or 
lease  the  Portland  road. 

It  became  necessary,  therefore,  to  obtain  the 
needful  authority  from  the  Legislature  of  Maine, 
to  consummate  such  a  contract,  and  the  adoption 
of  a  plan  by  which  all  the  various  interests  to  be 
affected  could  be  fully  secured. 

All  these  matters  have  been  finaHy  arranged  and 
the  lines  from  Detroit  to  Portland,  with  the  Que- 
bec Branch,  are  now  consolidated  into  a  single 
company ;  or,  its  connections  so  subjected,  as  to 
form  a  common  interest  from  Detroit  to  Portland, 
with  a  branch  line  from  Port  Samia  to  Toronto, 
making  in  all  about  1,113  miles,  as  follows: 

Detroit  to  Hamilton 220  miles. 

Hamilton  to  Toronto 33  " 

Toronto  to  Kingston. 168  " 

BLingston  to  Montreal 162  '.' 

Montreal  to  Island  Pond  Junction 140  " 

Island  Pond  Jimction  to  Portland 150  " 

Quebec  to  Richmond  Junction 100 

Port  Samia  to  Toronto  Junction 140 


Toua 1119  miles. 


As  a  part  of  thii  grand  scheme,  a  bridge  is  to  be 
built  across  the  Si  Lawrence,  at  Montreal  similar 
to  the  Union  Brid^,  at  an  estimated  cost  of  XI,- 
200,000  sterling,  or  about  »6,000,00^.    : 

It  is  also  undersltood  that  the  same  parties  pro- 
pose to  build  the  lluropean  and  North  American 
railway,  extending  their  line  to  Halifax,  a  distance 
of  some  550  milea^  from  the  point  of  embranch- 
ment of  the  Portland  and  Montreal  roadat  Bethel, 
or  at  the  Danville  Junction. 

A.  T.  Gait,  Esq.i  president  of  the  8t.  Lawrence 
and  Atlantic  railroad  in  Canada,  haa  been  in  Lon- 
don since  December  last,  clothed  with  ample  pow- 
er to  consummate  Ithe  necessary  contracts  for  the 
carrying  out  of  this  vast,  but  most  promising  work. 

No  enterprise  has  yet  been  suggested  on  either 
continent  so  impiirtant  to  the  commerce  and  the 
business  of  the  wo^ld,  as  this  grand  system  of  rail- 
ways, by  which  thb  United  States  aad  the  British 
Provinces  are  to  be  indivisibly  connected.  We 
have  not  space  in  ithis  issue  for  ajoff  farther  re- 
marks upon  this  stheme,  which  will  of  course  at- 
tract to  itself  at  once  the  attention  of  the  buainew 
men  of  Great  Britain,  the  United  States,  and  Brit- 
ish North  AmericaL     {.]'  \ 

■J.:    ■  , — ^ 

&al|«r«]rs  Im  Mala*. 

The  following  noltice  of  the  several  leading  rail- 
way projects  of  Ma|ine,  we  extract  frdm  the  report 
of  Israel  D.  Andri^ws,  Esq.,  Consul  of  the  United 
States  for  Canada  ^nd  New  Brunswick ;  to  Hon. 
Thos.  Corwin,  lat*  Secretary  of  the  Treasury. — 
This  report,  it  will  be  remembered,  was  made  in 
obedience  to  a  resolution  of  the  Senate  of  the  Uni- 
ted States,  passed  jMarch  8th,  1851. : 

Part  IV  of  the  reJ)ort  is  devoted  exclusively  to  a 
review  of  the  Rail^fays  and  Canals  of  the  United 
States,  which  embrttces  special  noticee  of  works  in 
all  the  States,  and  Of  each  of  the  leading  lines  of 
every  State,  being  by  far  the  most  fall  and  com- 
plete history  of  railways  in  this  country  which  has 
ever  been  offered  t^  the  public.  Emanating,  as  it 
does,  from  a  department  of  the  federal  govern- 
ment, the  statements  made  in  it,  whether  statisti- 
cal or  of  a  geographical  or  topogri^kical  nature, 
we  think  may  be  icSpIicitly  relied  upon  for  general 
accuracy.  We  shall  doubtless  continue  extracts 
from  this  work  hereafter,  relative  to  ^f^j^wrements 
in  other  states. 
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AMERICAN    RAILROAD    JOURNAL* 


Population  in  1830,  399,466;  in  1840,  601,798; 
in  1860,  683,169.  Area  in  square  miles,  30,000 ; 
inhabitants  to  square  mile,  19.44. 

Witti  the  exeepUon  of  the  States  of  Maine  and 
Connecticut,  the  railroad  system  of  Now  England 
rests  upon  Boston  as  a  common  centre ;  by  the 
capital  of  which  it  has  b^n  mainly  c8taatructed. 
The  roads  of  Maine  belong  to  an  indep^^ent  sys- 
tem, toward  which  the  city  of  PortlancWfears  the 
same  relation  ae  do«s  Boston  to  the  works  already 
described. 

The  leading  road  in  Ma&e  forms  a  part  of  the 
line  connecting  Montreal  ^d  Portland,  made  up 
of  the  Atlantic  and  St.  Lawrence  in  the  United 
States,  and  the  St.  Lawrence  and  Atlai^ic  in  Can- 
ada. This  great  work  wasr first  proposed  to  the 
people  of  Portland  as  a  me^ins  of  recovering  the 
position  they  had  lost  from  the  overshadowing  in- 
fluence of  their  great  j-ival,  Boston,  and  of  secur- 
ing to  themselvi  s  a  portion  of  the  trade  of  the 
west,  which  is  now  exerting  such  marked  influence 
in  the  progress  of  all  our  great  commercial  towns. 

Portland  po8.ses.ses  some  advantages  over  any 
other  city  east  of  New  York,  in  being  nearer  to 
Montreal,  the  emporium  of  the  Canadas  ;  and  iu 
possessing  a  much  more  favorable  route  for  a  rail- 
road from  the  Atlantic  coa.st  to  the  St.  Lawrence 
basin,  than  any  other  east  of  the  Green  Mountain 
range.  The  city  of  Montreal,  being  accessible 
from  all  the  great  lakes  by  the  largest  craft  navi- 
gating these  waters,  is  the  convenient  depot  for  the 
produce  collected  upon  them.  When  onceon  ship- 
board, this  produce  may  be  taken  to  Mont^al  at 
slightl}'  increased  rates  over  those  charged  to  Buf- 
falo, Oswego,  or  Ogdensburg ;  but  the  want  of  a 
winter  outlet  from  Montreal  to  tide  water  has  seri- 
ously retarded  the  growth  and  prosperity  of  that 
city,  and  prevented  her  from  reaping  all  the  ad- 
Tantoges  from  her  connection,  by  her  magnificent 
canals,  with  the  trade  of  the  west,  which  she  would 
have  .secured  by  a  convenient  winter  outlet.  For- 
merly large  amounts  of  western  produce  was  usu- 
ally collected  there  during  the  autumnal  months, 
and  warehoused  till  spring,  and  then  shipped  to 
England.  Shipments  by  this  route  involved  the 
necessity  of  holding  produce  received  late  in  the 
season  some  four  or  five  months.  The  inconveni- 
ences and  losses  arising  from  these  causes,  aided 
by  the  repeal  of  the  English  com  lawsjt  were 
among  the  prominent  reasons  which  led  to  the 
commercial  arrangements  by  which  colonial  pro- 
duce and  merchandize  are  allowed  to  pass,  in  bond, 
through  the  tenitories  of  the  United  States.  This 
arrangement  had  a  tendency  to  divert  a  large  trade 
from  Montreal,  and  threatened  the  most  disastrous 
consequences  to  its  trade  and  prosperity.  In  view 
of  this  state  of  things,  its  citizens  espoused  and 
prosecuted  the  railroad  to  Portland  with  great  en- 
ergy and  zeal.  The  whole  work  is  far  ^vanced 
toward  completion  on  both  sides  of  the  line.  The 
portion  within  the  United  States  will  be  fitiished 
during  the  present  year,  and  the  Canadian  portion 
by  the  1st  of  July,  1863.  It  occupies  the  shortest 
prakcticable  route  between  the  St.  Lawrence  river 
and  the  Atlantic  coast.  Its  grades  are  favorable, 
nowwhere  exceeding  fifty  feet  to  the  mile  in  the 
direction  of  the  heavy  traflSc,  or  sixty  feet  on  the 
opposite  course.  The  gauge  of  the  whole  road  is 
to  be  five  and  a-half  feet.  As  no  transhipment  will 
be  necessary  upon  this  road,  and  as  its  operations 
can  be  placed  substantially  under  one  manage- 
ment, it  is  believed  that  produce  can  be  transport- 
ed over  it  at  much  lower  rates  than  ordinary  char- 
ges upon  railroads. 

As  before  stated,  the  plan  of  a  railroad  from 
Portland  to  the  St.  Lawrence  originated  in  the  idea 
of  the  possibility  of  making  that  city  the  Atlantic 
terminus  of  a  portion  of  the  trade  of  the(®t.  Law- 
rence and  the  great  Lakes.  The  city  of  ^ew  York 
had  so  long  been  in  the  exclusive  possession  of  this 
trade,  aa  to  create  the  idea  that  she  held  it  by  a 
sort  of  natural  and  unalienable  right.  When  the 
idea  was  proposed  of  turning  this  trade  through  a 
new  channel,  and  of  bringing  it  to  the  Atlantic 
coast  at  a  point  some  four  hundred  miles  north- 
ward, the  boldness  of  such  a  proposition  was  en- 
ough to  staler  the  credulity  of  erery  one  who 
did  not  feel  lumseif  umnediately  iutei«8ted  ia  ti)9 


result.  As  soon,  however  as  the  prospect  was 
fully  unfolded  to  the  people  of  Portland,  its  appa- 
rent practicability,  and  the  advantages  which  it 
promised  to  aecore,  took  compl(^  possession  of 
the  public  mind,  and  the  city  resolved,  single- 
handed  to  undertake  the  construction  of  a  work 
running,  for  a  considerable  portion  of  its  distance, 
through  comparitively  unexplored  forests :  travers- 
ing for  one  hundred  miles,  at  least,  the  most  moun- 
tainous and  apparently  most  difficult  portion  of 
the  eastern  Stales  for  railroad  enlerprisfis;  and  in- 
volving a  cost,  for  the  American  portion  alone,  of 
over  five  millions  of  dollars.  Repeated  attempts 
had  been  made  to  construct  a  short  road,  for  the 
accommodaiion  of  ^cal  traffic,  upon  t^e  yvv 
route  since  selected  for  the  great  line,  but  without 
success.  The  inducements  held  out  were  not  re- 
garded Bolticient  to  warrant  the  Deeeooary  outlay. 
It  was  only  by  assuming  that  the  people  of  Port- 
land held  within  their  grasp  the  trade  of  one  of  the 
moat  UDportaat  ehatmek  ofcommwce  in  the  whole 
country,  that  they  could  be  induced  to  make  the  eff- 
orts necessary  to  success.  These  efforts  and  sac- 
rifices have  been  made.  The  project  is  on  the  eve 
of  realization,  and  the  wisdom  in  which  the  scheme 
was  conceived,  and  the  skill  and  abiUty  displayed 
in  its  execution,  give  the  most  satisfactory  assur- 
ance of  complete  success. 

The  length  of  this  line,  the  construction  of  which 
devolved  upon  the  people  of  Portland,  is  about 
160  miles,  costing  about  $36,000  per  mile,  or  an 
aggregate  of  nearly  $6,000,000.  The  first  step  in 
the  process  of  construction  was  a  stock  subscrip- 
tion of  over  S1,000,000  by  the  citizens  of  Portland, 
aided  by  some  small  contributions  from  towns  on 
the  route — for  the  project  wais  regarded  by  all  oth- 
ers as  a  mere  chimera.  This  was  expended  in 
construction,  and  was  sufficient  to  open  the  first 
division,  which,  running  through  an  excellent 
countrj-,  at  once  entered  into  a  lucrative  traffic. 
The  city  of  Portland  then  obtained,  by  two  sever- 
al acts  of  the  legislature,  permission  to  pledge  its 
credit  to  the  road  to  the  amount  of  82,000,000. — 
These  sums,  with  some  further  additions  to  its 
stock,  furnished  a  cash  capital  of  over  83,000,000 
to  the  work.  The  necessary  balance  has  been 
raised  upon  stock  subscriptions  by  contractors  and 
company  bonds.  In  this  manner  has  a  city  of  20- 
UOO  inhabitants  secured  the  construction  of  a  first 
class  railroad,  connecting  it  with  the  St.  Lawrence 
by  the  shortest  route  practicable  for  a  railroad  tVom 
any  of  our  seaports.  The  amount  actually  paid 
in  to  the  project  by  the  people  of  Portland  will  ex- 
ceed $60  in  cash  to  each  individual,  in  addition  to 
8100  to  each,  represented  by  the  credits  that  have 
been  extended.  It  is  believed  that  no  better  mon- 
ument exists  in  this  country  of  the  energy  and  en- 
terprise of  our  people,  and  the  successful  co-oper- 
ation of  one  community  iu  the  execution  of  a  great 
enterprise  by  which  all  are,  relatively  speaking, 
to  be  equally  benefitted.  It  is  an  example  which 
cannot  be  studied  and  imitated  without  profit. 

Prior  to  the  construction  of  the  Atlantic  and  St. 
Lawrence  railroad,  the  only  railroad  of  importance 
in  the  State  was  the  Portland  Saco  and  Ports- 
mouth road,  which  connected  its  commercial  me- 
tropolis with  the  railroad  system  of  Massachusetts. 
This  road  was  constructed  by  persons  interested 
in  the  connecting  lines,  as  a  necessary  extension 
of  their  own.  When  the  city  of  Portland  was 
reached,  their  objects  were  regarded  as  secured. — 
Any  further  extension  of  railroads  in  Maine  was 
looked  upon  as  of  doubtful  utility  to  the  interests 
of  the  city  of  Boston,  the  great  centre  of  the  New 
England  system.  It  was  felt  that  the  construction 
of  railroads  north  and  east  from  Portland,  into  the 
interior,  might  concentrate  in  that  city  the  trade  of 
the  State,  which  had  been  almost  exclusively  en- 
joyed by  the  former.  This  trade  was  already  se- 
cured and  sufficiently  accommodated,  as  far  as 
Boston  was  concerned,  by  the  extensive  commer- 
cial marine  of  the  two  States ;  and  the  construction 
of  railroads,,  it  was  felt,  might  lessen  instead  of 
strengthening  the  grasp  by  which  she  held  it. — 
While  every  other  portion  of  the  country  was  em- 
barking in  xailroads,  the  oonriction  grew  np  that 
Maine  was  not  the  proper  theatre  for  such  enter- 
poses,  or,  ilit  were,  .Uie  paople.  felt-  tbor^neaoa 


unequal  to  their  construction,  and  it  was  known 
that  no  foreign  aid  would  be  bad.  All  such  pro> 
jects,  therefore,  came  to  be  regarded  with  compar- 
ative indifference.  In  this  condition  of  the  public 
mind  the  Atlantic  and  St.  Lawrence  scheme  was 
proposed,  and  with  it  a  system  of  railroads  inde- 
pendent of  the  rest  of  the  New  England  States, 
which  should  concentrate  within  her  own  territory 
her  capital  and  energies,  and  which  should  not  on- 
ly place  her  in  a  conunandtng  position  in  refer- 
ence to  the  trade  of  the  west,  but,  at  the  same 
time,  place  her  en  route  of  the  great  line  of  travel 
between  the  Old  and  New  Worlds — a  position  com- 
bining all  the  advantages  of  the  most  favorable 
.conneyioiis'with  the  domestic  trade  of  the  coun- 
try and  with  foreign  commerce  and  travel.  These 
propositions  constitute  an  era  in  the  history  of  the 
iitate.  A  new  life  was  infused  into  the  public 
mind,  and  objects  of  the  highest  value  held  out  as 
the  reward  of  new  efforts.  The  effect  upon  the 
policy  and  the  public  sentiment  of  the  State  has 
been  magical.  The  whole  people  felt  and  saw  that 
they  have  rights  and  interests  to  maintain  and  vin- 
dicate, and  that  Maine,  instead  of  being  a  remote 
and  isolated  State,  removed  from  participation  in 
projects  and  schemes  which  are  effecting  changes 
so  marvellous  upon  the  face  of  society,  could  be 
brought  by  her  own  efforts  into  the  very  focus  of 
the  great  modern  movement.  A  new  destiny  was 
opened  before  her.  To  this  call  she  has  nobly  re- 
sponded, and  the  State  is  alive  with  projects  that 
promise,  in  a  few  years,  to  secure  to  every  portion 
of  it  all  necessary  railroad  accommodations,  with 
the  results  which  always  follows  in  their  train. 

Next  in  importance  to  the  Atlantic  and  St.  Law- 
rence railroad  is  the  Eiu-opean  and  North  Ameri- 
can project,  which  is  designed  to  become  a  part  of 
the  great  route  of  travel  between  the  Old  World 
and  the  New.  Under  the  above  title  is  embraced 
the  line  extending  from  Bangor,  Maine,  to  Halifax, 
Nova  Scotia,  taking  St.  John,  New  Brunswick,  in 
its  route.  From  Bangor  west,  the  line  is  to  be 
made  up  of  the  Penobscot  and  Kennebec  road, 
now  in  progress ;  the  Androscoggin  and  Kennebec 
road,  with  a  portion  of  the  Atlantic  and  St.  Law- 
rence, now  in  operation.  When  the  whole  line 
shall  be  comjilettd,  it  is  claimed  that  the  transat- 
lantic travel  will  pass  over  this  road  to  and  from 
Halifax,  and  that  through  Maine  will  be  the  great 
avenue  of  travel  between  Europe  and  America. — 
Without  expressing  any  opinions  as  to  the  sound- 
ness of  such  claims,  their  correctness  is  at  present 
assumed,  and  is  made  the  basis  of  action  on  the 
part  of  the  State,  and,  to  a  certain  extent,  gives 
character  and  direction  to  their  raUroad  enterpri- 
ses. 

Of  this  great  line,  that  portion  extending  from 
Portland  to  Waterville,  a  distance  of  82  miles,  is 
already  provided  for  by  a  portion  of  the  Atlantic 
and  St.  Lawrence  and  the  Androscoggin  and  Ken- 
nebec railroads.  The  portion  from  Waterville  to 
Bangor,  something  over  60  miles,  is  in  progress. — 
From  Bangor  to  the  boundary  line  of  New  BruuE- 
wick,  no  definite  plan  has  been  agreed  upon ;  al- 
though the  subject  is  receiving  the  careful  consid- 
eration of  the  parties  having  it  in  charge,  and  no 
doubt  is  expressed  that  such  measures  will  be  tak- 
en as  shall  secure  complete  and  early  success  to 
the  measure.  The  New  Brunswick  portion  of  it  is 
already  provided  for  by  a  contract  with  a  compa- 
ny of  eminent  English  contractors,  who,  it  is  be 
lieved,  will  also  undertake  the  Nova  Scotia  divis- 
ion. Of  the  realization  of  this  scheme  at  the  ear- 
liest day,  there  can  be  no  doubt.  The  plan  meets 
with  as  hearty  appioval  in  the  provinces  and  in 
Oreat  Britain  as  it  does  in  Maine ;  and  on  both 
sides  of  the  water  are  the  results  claimed  fully  ace- 
ceded,  Such  being  the  fact,  foreign  capital  will 
be  certain  to  supply,  and  is,  indeed,  now  supplying 
whatever  may  be  lacking  in  this  country. 

Another  leading  road  in  Maine,  is  the  Kennebec 
and  Portland,  extending  from  Portland  to  AugnsU, 
upon  the  Kennebec  river,  a  distance  of  over  sixty 
miles.  This  road  it  is  proposed  to  extend,  to  form 
a  junction  with  the  Penobscot  and  Kennebec,  by 
which  it  will  become  a  convenient  link  from  Port- 
land east,  in  the  the  great  European  and  N«rth 
Ammcaa  line  akeady  ceibaredto. 
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An  important  line  of  road  is  also  in  progress  to 
extend  from  Portland  to  South  Berwick,  there  to 
form  a  junction  with  the  Boston  and  Maine  road 
— thus  forming  two  Independent  lines  of  railroads 
between  Portland  and  Boston.  A  portion  of  this 
line  is  in  operation,  and  the  whole  under"Contract, 
to  be  completed  at  au  early  day. 

A  project  of  considerable  importance  is  also  at 
the  present  time  engrossing  the  attention  of  the 
people  of  Bangor — that  of  a  railroad  following  the 
Penobscot  River  up  to  Lincoln,  a  distance  of  about 
60  miles.  As  the  route  is  remarkably  favorable, 
and  easily  within  the  means  of  the  city  af  Bangor, 
its  speedy  construction  may  be  set  down  as  cer- 
tain. It  is  much  needed  to  accommodate  the  impor- 
tant lumbering  interest  on  that  river.  From  Ban- 
gor to  Oldtown — a  distance  of  12  miles — a  railroad 
already  exists,  which  will  form  a  part  ofthe  above 
line. 

The  project*  enumerated  embrace  a  view  of  all 
the  proposed  works  in  Maine,  of  especial  public 
interest. 


' "''  Coal. 

We  copy  the  following  interesting  article  from 
the  recently  published  Patent  office  report,  relative 
to  coals  on  exhibition  at  the  World's  Fair^  last 
year:  ^     - 

Pit  coal,  which  is  now  raised  in  England  to  the 
annual  amount  of  more  than  35,000,000  tons,  and 
the  applications  of  which  are  daily  becoming  more 
extended,  was  but  little  known  in  England  as  an 
article  of  commerce,  prior  to  the  commencement 
of  the  thirteenth  century.  In  the  year  1238  the 
first  researches  for  this  mineral  were  commenced 
on  the  high  ground  in  the  neighborhood  of  New- 
castle-upon-Tyne. These  were  followed  in  the 
year  1330  at  the  coal  field  at  Colliery,  near  Lan- 
caster; in  1343  at  Merringtoa  and  Ferry  Hill ;  and 
in  1500  the  several  collieries  at  Gateshead  Whick- 
ham  and  Tynemouth  were  first  opened.  At  this 
period  the  principal  demand  was  for  the  use  of 
blacksmiths  and  lime  burners,  who  appear  to  have 
been  in  the  habit  of  employing  this  fuel  long  be- 
fore it  came  into  anything  like  general  use  for 
household  purposes.  The  mechanical  resources  of 
the  miner  were  of  a  very  limited  nature,  and  the 
principal  part  of  the  coal  extracted  was  conse- 
quently raised  from  such  situations  as  afforded 
considerable  facilities  for  the  removal  of  the  water 
which  naturally  drains  into  all  subterranean  excar 
vations.  In  the  earliest  periods  of  coal  mining, 
this  was  drawn  off  through  the  level  or  gallery,  by 
which  the  fuel  itself  was  carried  to  the  surface  : 
but  as  the  demand  for  the  latter  became  more  ex- 
tensive, the  mines  were  gradually  worked  at  great- 
er depths.  This  was  effected  either  by  extracting 
the  water  by  an  endless  chain  carrying  a  series  of 
properly  arranged  buckets,  or  by  a  svstem  of 
pumps  worked  by  a  water  wheel.  The  aid  ofhor- 
ses  was  also  fVequently  called  in  ;  but  these  were 
only  employed  in  situations  where  water  power 
could  not  be  obtained;  and  they  were  subsequent- 
ly superceded  by  wind-mills,  which  either  raised 
the  water  by  an  endless  chain,  passing  over  pul- 
leys, or  by  pumps  worked  by  a  due  arrangement 
of  cranks.  The  discovery  of  the  steam  engine  has 
however,  produced  by  far  the  most  important  re- 
volution in  this  branch  of  industry ;  for,  by  means 
of  this  machine,  the  working  of  the  mines  is  not 
only  in  a  most  remarkable  degree  facilitated,  but 
from  the  immense  demand  thus  created  for  fossil 
ftiel,  the  extraction  of  coal  has  become  a  most  im- 
portant branch  of  national  industry  in  all  those 
countries  which  have  the  good  fortune  to  possess 
large  deposits  of  this  invaluable  prodaction. 

England  and  Belgium  are,  in  proportion  totheir 
extent,  the  richest  with  regard  to  the  coal-fields 
they  contain.  In  the  former  country,  the  coal  de- 
posits are  estimated  at  1-20  ofthe  total  superficies 
of  the  Kingdom,  while  in  Belgium  they  are  sup- 
posed to  occupy  about  1-24  of  the  entire  surface 
of  the  country.  In  France  all  the  known  deposits 
Bcarcely  occupy  1-200  part  of  the  soil ;  and  all  oth- 
er European  states  are  much  poorer  BtDl  in  this 
respect.     Sweden,  Norway,    Russia,    Italy    and 

thwoe  m  atogrt  entirelT  withoirt  these  forma- 


tions,  Bohemia,  is  in  t&ls  particular,  the  richest 
part  of  Germany,  although  its  annual  productions 
are  far  from  being  considerable.  Spain,  Portugal, 
Austria  and  Poland  have  likewise  their  beds  of 
coal ;  and  the  mineral  is  also  more  or  less  abun- 
dant in  India,  China,  Madagascar,  Van  Dieman's 
Land,  Borneo  and  other  East  India  islands,  New 
Holland,  and  at  Conception  Bay  in  Chilli. 

In  Great  Britain  there  are  several  extensive 
coal  disiricts,  among  the  most  important  of  which 
may  be  named  those  of  Newcastle  Lancashire, 
Derbyshire,  and  Scotland.  The  veins  are  worked 
by  means  of  shaft*  and  galleries,  in  the  same  way 
that  the  metalic  minerads  are  extracted  from  the 
lodes  in  which  they  are  found ;  but  as  the  seams 
of  coal  are  generally  much  more  extensive  than 
the  metallic  deposits,  and  as  much  larger  masses 
are  removed  from  the  interior  of  the  mines,  the 
greatest  care  is  required  not  only  to  prevent  the 
crushing  together  of  the  workings,  but  also  to  in- 
troduce a  current  of  air  into  every  part  of  the  col- 
liery, so  as  to  supply  the  workmen  with  fresh  air 
for  the  purpose  of  respiration,  and  to  prevent  the 
accumiUation  of  the  explosive  gases  which  fre- 
quently issue  from  the  beds  of  coal.  The  very  nu- 
merous varieties  of  coal  have  given  rise  to  distinc- 
tions, founded  partly  on  its  age  and  appearance, 
and  partly  on  its  quality. — In  all  kinds  the  struc 
ture  of  the  wood  fi  om  which  they  are  supposod  to 
have  been  formed  is  obliterated,  although  parti^U 
impressions  of  plants,  indicating  their  origin,  IVe 
quently  occur.  Tlie  coals  form  a  more  or  less  com 
pact  mass  of  diirk  brown  or  black  color,  sometimes 
dull,  but  more  frequently  possessing  a  vitreous  lus- 
tre, which  often  exhibits  a  decided  iridescence. 
Their  specific  gravity  is  considerably  above  that 
of  wood,  and  their  structure  decidedly  granular. 
They  are  always  distinctly  stratified,  and  have 
generally  a  clearage  at  right  angles  to  the  plane  of 
deposition.  The  difierent  lamima^  of  which  they 
are  made  up  arc  usually  in  close  contact  with 
each  other,  but  arc  sometimes  separatee^,  by  thin 
layers  of  other  minerals — such  as  iron pyritt's,  car- 
bonate and  sulphate  of  lime,  galena,  sulphate  ba- 
rytes,  the  soda  salts,  and  still  more  frequently,  by 
a  double  carbonate  of  lime  and  iron.  The  fracture 
of  the  shining  kinds  of  coal  is  conchoidal ;  that  of 
the  duller  varieties  is  hackly.  Common  coal,  and 
ticularly  that  from  the  newer  formations,  is  frc- 
frequently  observed  to  be  made  up  of  layers  of  differ- 
ent appearance — the  one  kind  which  is  black  and 
shining,  with  a  conchoidal  fracture,  is  rich  in  car- 
bon ;  whilst  the  duller  varieties  are  of  a  brown 
color. 

The  composition  of  the  ashes  of  coal  is  in  a 
great  measure  determined  by  the  nature  of  the 
rock  in  the  vicinity  of  the  seam  from  which  it  is 
extracted ;  for,  besides  containing  the  inorganic 
elements  originally  forming  parts  of  the  plants  by 
the  decomposition  of  which  the  coal  has  been  pro- 
duced, they  will  also,  to  a  certain  degree,  consist 
of  earthly  particles,  deposited  in  the  pores  of  the 
coal  by  the  infiltration  of  water  from  the  over-lying 
strata.  The  chemical  composition  of  coals  varies 
according  to  their  different  geological  ages,  and 
the  localities  from  which  they  are  obtained;  but 
although  they  differ  considerably  in  the  di^rent 
amount  of  their  relative  constituents,  the  nature  of 
their  ultimate  elements  is  invariably  found  to  be 
the  same.  All  kinds  of  coal  are  essentially  com- 
posed of  carbon,  hydrogen  and  oxygen;  but  be- 
sides yielding  a  certain  portion  silicious  and  ear- 
thy residue  and  of  sulphur,  they  usually  afford 
traces  of  nitrogen,  arising  fVom  the  multitude  of 
organic  bodies,  of  which  they  contain  the  re- 
mains. 

Among  the  specimens  of  coal  exhibited,  there 
was  anthracite  from  Tenby,  South  Wales  j  from 
the  county  of  Tipperary,  Ireland ;  and  from  the 

western  side  ofthe  Vale  of  Neath,  near  Swansea. 
This  substance  is  the  oldest  of  all  kinds  of  fossil 
fuel,  and  is  chiefly  found  in  the  transition  forma- 
tion ;  its  structure  is  perfectly  homogeneous ;  its 
fracture  conchoidal,  and  its  color  of  a  jet  black, 
with  a  vitreous  lustre,  which  frequently  shows  a 
powerful  play  of  colors.  This  coal  contains  an  ex 
tremely  large  proportion  of  carbon,  with  but  a 
BioaU  amoout  of  yolatilo  coostitaents,  and  is  con 
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sequently  totall;  ■  unfit  for  the  manufacture  of  gas, 
although  well  ac  apted  for  many  purposes  requir- 
ing intensity  of  1  leat  and  durability  in  the  furnace. 
— From  the  composition^of  this  fc^il  being  more- 
ncarly  allied  to  «iat  of  coke  than  tio  that  of  ordi- 
nary coal,  it  is  fiequently  empluyc^  in  lieu  of  the 
former,  and  is  e:  ttensively  used  iti  iron  furnaces, 
where  the  hot  bl  ast  has  been  adopted. 

The  per  centa(  :e  composition  of  tlwo  of  the  above 
mentioned  specimens,  as  stated  hf  Sir  H.  T.  Do 
la  Beche,  and  Dr.  Lyon  Playfair,  iii  their  first  re- 
port on  coals  su  ted  to  the  steam  navy  is  as  fol- 
lows : — anthracile  from  the  Vale  o^  Neath :  carbon 
91.69  ;  hydroger  0.79 ;  and  ash  l.$0.  Anthracite 
from  Tipperary.  Ireland :  carbon  8p.l8  ;  hydrogen 
2.21 ;  oxj-gen,  tr  ices  nitrogen,  0.231 ;  sulphur  6.76, 
and  ash  10.71.  The  specific  gravitjy  of  ttie  former 
specimen  was  found  to  be  1.357,  tuid  that  of  the 
latter  1,590. 

Among  the  sp(  cimens  from  the  Welsh  coal  fields 
will  be  observed  the  Powell's  Du^ryn,  the  Aber- 
dare  company's  Methyr  Nixon's,  Alethyr  and  Ris- 
ca  black  vein,  to  jether  with  coal  from  the  Llang- 
enneck  company  whose  mines  arejsiiuated  a  short 
distance  from  llie  port  of  Llane^ly. — The  coals 
from  the  above  i  istricts  are  usuallj^  characterised 
by  an  irregular  1  rilliant  fracture,  iind  many  por- 
tions will  be  obs< irved  to  possess  a  -peculiar  radia- 
ted apiioaraDCf,  seldom  noticed  ih  coals  coming 
from  other  parts  jf  the  country.  Wpen  used  under 
a  steam  boiler,  tkey  are  found  to  light  easily,  and 
to  blow  ofi'steanc  readily,  with  th0  production  of 
but  little  smoke  or  soot.  This  \^riety  of  coal 
which  has  also  a  very  high  evapor)ating  value,  is 
well  adapted  for  the  generation  of;  steam,  and  is 
largely  employe(  for  this  purpos*  in  the  navy, 
where  its  smokel  ;ss  properties  are  pvidently  most 
useful.  j 

The  specific  gi  avity  of  this  class|  of  coals  usual- 
ly varies  from  1. 59  to  1.36.  In  or4er  to  aflbrd  a 
general  idea  of  tl  le  chemical  constitution  of  coals 
from  this  part  of  South  Wales,  we  Irill  select  as  au 
example,  from  the  report  ah-eady  Quoted,  the  an- 
alysis of  the  Birc  ti  Grove  Graigoaj  which,  altho' 
one  of  the  best  varieties  belougiijg  to  this  class, 
very  fairly  represents  the  averagb  per  centage 
composition  of  g<tod  Welsh  coals.  iThe  result*  ob- 
tained by  the  ani  Jysis  of  a  fair  saniple  of  this  pro- 
duct are  as  followii; — Carbon  90.94,  Uiydrogen  4.28, 
oxygen  0.94,  oitDgeu  1.25,  sulpbruii  l.lti,  and  ash 
1.41- 

From  the  Lantashire  districts  tpere  were  coal, 
cannel  coal,  and  ?oke,  the  producejof  the  different 
seams  worked  by|  the  Moss  Hall  cofcil  company,  at 
Ince,  near  Wigaii.  The  coals  fropi  this  part  of 
England  are  of  good  quality,  buf^re  harder,  and 
possess  a  more  c  ubical  fractuix'  than  those  from 
the  South  Wales  coal  fields  :  they  likewise  contain 
a  larger  proporlUin  of  ash,  and  givei  oft'  considera- 
ble quantities  of  smoke  wlieu  first;  Ughted.  The 
per  centage  of  h  ydrogeu  is  mor«cjver  greater  in 
these  coals  than  n  the  Welsh  varieties,  and  they 
are  therefore  use  I  more  frequently  in  the  mana- 
f  acture  of  gas.  <  'annel  coal  is  a  stuootb  almost  vi- 
treous substance,  with  a  conchoidal  fracture,  and 
brown,  black  co  or,  and  is  chiefiy  employed  for 
gas  making,  for  which  its  composition  eminently 
adapts  it.  The  cannel  coal  raised  from  the  above 
mines  is  of  good  quality,  and  prodapes  an  extreme- 
ly pure  and  highly  illuminating  ga&  The  compo- 
sition of  an  average  sample  of  cannel  coal  is  as  fol- 
lows;— Carbon  ii).2t\  hydrogen  6.30;  oxygen, 
sulphur  and  nitrdgen,  8.54,  and  ash  4.95. 

One  ton  of  coal  having  the  abovK  composition, 
will,  on  being  carefully  heated  in  |)roper  retorts, 
yield  11,000  cubi<^  feet  of  gas,  ci^akle  of  affording 
during  its  combuition,  an  amount  of  light  equal  to 
that  obtained  froib  1,150  best  sptmaceii  caudles. 

Coal  of  this  description  would  be  still  more  largely 

employed  in  oar  tas  booses,  if  the  coke  obtained 
from  it  were  of  g(  >od  quality ;  but  this  is  of  such  a 
crumbling  nature  and  possesses  such  little  dura- 
bility, as  to  be  offno  value  except  for  the  burning 
of  lime  or  similait  purposes.  The  coal  from  the 
Derbyshire  are  di  itinguished  by  a  peculiar  hackly 
structure,  and  a  lendency  to  split  into  long,  pris- 
matic fragments.  They  likewise  oontain  a  rMber 
lai^  per  centage  i  of  ash,  and  frequently  iron  py* 
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rites  and  white  shale.— Among  the  specimena  ex- 
kibited  flrom  this  district  are  samples  from  the 
Butterly  Iron  Works,  neaf  Alfreton,  which  very 
£urly  represent  the  fossil  fuel  of  neighborhood,  and 
of  which  the  composition  is,  according  to  the  oflS- 
oial  report  as  follows : — Butterly  company's  Port- 
land coal — carbon  80.41 ;  hydrogen  4.65 ;  nitrogen 
1,69;  oxygen  11.26;  sulphur  0.36,  and  ash  1.23. 
This  coal  has  a  specific  gravity  of  1.301,  and  af- 
fords 60.90  per  cent  of  fl-iable  coke. 

The  coals  of  Yorkshire  have  in  general  a  more 
schistose  appearance  than  those  of  the  last  men- 
tioned county,  but  they  are  nearly  similar  in  point 
of  composition  and  evaporative  value.  From  the 
Staffordshire  district  some  immense  pieces  were 
sent  to  the  Exhibition.  This  variety  affords,  from 
the  nature  of  its  structure,  great  facilities  for 
removal  in  large  masses,  as  was  seen  from  the 
Denbigh  Hall  Colliery,  near  Tipton,  and  was  found 
at  the  western  entrance  of  the  building. 

In  this  department  of  the  exhibition  were  also 
found  coals  from  the  Scotch  coal  fields,  and  par- 
ticularly from  those  in  the  neighborhood  of  Edin- 
burgh. Among  these  were  samples  from  the  Dal- 
keith Colliery,  worked  on  the  Midlothian 'coal 
seams.  This  coal  is  of  the  variety  called  "splint" 
and  bums  with  a  long  flame  and  much  smoke.  It 
is  also  good  for  the  purpose  of  gas  making,  as  may 
be  inferred  from  the  following  analysis :  Dalkeith 
coronation  seam — carbon  76.94,  hydrogen  5.20,  ni- 
trogen trace  of  sulphur,  0.32,  oxygen  14.37,  ash 
3.10. 


Extract  from  tlte  Report  of  the  Board  of 
Trad*  oa  H.all'vraye,  for  tlie  year  1851. 

ACCIDENTS,  THSIR    CA08E»  AND    MEANS   OF    PREVEN- 
TION. 

On  the  subject  of  accidents,  it  is  to  be  observed 
that  36  passengers  have  been  returned  as  killed, 
and  375  as  injured,  during  the  year  1851 ;  these 
numbers  showing  a  very  great  increase  as  com- 
pared with  the  preceding  year,  when  only  thu-ty- 
two  passengers  were  killed  and  one  hundred  and 
eighty- three  injured. 

It  must  not  be  assumed  however,  that  all  of 
these  accidents  to  passengers  were  accidents  ars- 
ing  from  causes  beyond  theii^own  control,  and  are 
therefore  to  be  attributed  to  the  dangers  of  rail- 
way travelling ;  for  upon  examining  the  returns,  it 
appears  that  during  the  year-%651  no  less  than  17 
passengers  were  killed  and  twenty  injured  owing 
to  their  own  misconduct  or  want  of  caution,  leav- 
ing 19  killed  and  855  injured  as  the  total  number 
of  suflfcrers  from  causes  beyond  their  own  con- 
trol. 

With  respect  to  the  37  passengers  either  killed 
or  injured  by  their  own  misconduct  or  want  of 
caution,  it  appears  that  no  fewer  than  24  of  these 
accidents  (9  killed,  16  injured)  arose  from  passen- 
gers attempting  either  to  get  into  or  out  of  trains 
whilst  in  motion. 

On  this  subject  it  may  be  worthy  of  observation 
that  during  the  same  period  (the  year  1851)  eight 
servants  of  railway  companies,  persons  therefore, 
it  may  be  presumed,  in  the  habit  of  moving  about 
more  or  less  upon  engines  and  trains,  were  killed 
and  seven  injured  from  the  same  cause.  Such  a 
sUtement  ought  to  operate  aa  a  caution  to  passen- 
gers not  to  l«ave  their  seats  or  to  attempt  to  get 
into  carriages  while  the  trains  are  in  motion  ;  for 
if  experienced  officials  constantly  employed  upon 
railways,  meet  with  such  frequent  disasters  from 
this  cause,  it  is  naturally  to  be  expected  that  in- 
experienced people,  in  making  similar  attempts  to 
get  either  upon  or  off  trains  in  motion,  will  be 
much  more  subject  to  accident*  of  this  character. 
■  Proper  caution  on  the  part  of  the  public  in  this 
respect  would  produce  a  very  material  diminution 
in  the  list  of  casualties ;  and  it  may  deserve  con- 
sideration whether  it  might  not  conduce  to  this  no- 
tion if  notices  were  posted  conspicuously  in  sta- 
tions and  carriages,  warning  passengers  of  the  dan- 
ger to  be  apprehended  from  this  improper  prac- 
tice. 

Alter  deducting  the  number  of  those  killed  or 
woonded  by  their  own  misconduct  or  want  of  cau- 
Uon,  it  would  appear  that  during  the  year  19  per- 
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sons  were  killed,  and  365  ii^ured  from  causes  be- 
yond their  own  control. 

This  result,  giving  a  total  of  374  suffferers,  when 
viewed  with  reference  to  the  number  of  passengers 
conveyed  during  the  year,  which  amounted  to  86,- 
391,096,  appears  not  unsatisfactory,  being  about  4 
in  1,000,000 ;  but  when  compared  with  the  returns 
for  the  preceding  year  (1860,^  it  appears  that  the 
traffic  has  not  been  conducted  nearly  with  the  same 
degree  of  safety  in  1861  as  in  1360;  for  while  the 
number  of  passengers  has  increased  in  the  ratio  of 
about  17  per  cent,  the  number  of  passengers  injured 
by  causes  beyond  their  own  control,  which  may 
be  considered  as  a  measure  of  the  relative  safety 
upon  railways  during  different  periods,  has  more 
than  doubled,  the  ratio  of  increase  being  104  per 
cent. 

It  will  be  found  also  upon  reference  to  the  last 
annual  report  of  the  commissioners  of  railways, 
that  the  casualties  in  1860  more  than  doubled 
those  that  occurred  in  1849,  so  that  relatively  the 
risk  of  danger  in  travelling  upon  railways  seems  to 
have  considerably  increased. 

It  is  a  matter  of  observation  that  this  increase 
of  accidents  has  taken  place  concurrently  with  the 
extension  of  the  system  of  excursion  trains,  which 
has  been  principally  developed  within  the  last  two 
years ;  and  it  is  also  to  be  observed  that  the  num- 
ber of  persons  employed  upon  each  mile  of  railway 
open  for  traffic  has  decreased,  as  shown  by  the  re- 
turns presented  to  parUament,  which  are  made  up 
for  the  30th  of  June  in  each  year,  at  which  date  it 
may  be  presimied  that  the  excursion  traffic  is  in 
full  operation. 

The  average  number  of  persons  employed  upon 
all  the  railways  in  the  United  Kingdom  open  for 
traffic  were,  on  the 

30th  June,  1849 10.27  per  mile. 

29th  June,  1850 9.66        " 

30th  June,  1861 9.49        " 

It  is,  however,  right  to  observe  that  tliis  reduc- 
tion in  the  average  number  of  persons  employed 
may  be  in  some  degree  attributed  to  improvement 
in  the  management  of  railways,  and  to  the  consid- 
eration that  the  railways  which  have  been  opened 
in  late  years,  have  travelled  less  populous  dis- 
tricts than  the  railways  first  constructed,  and  have 
therefore  required  fewer  persons  to  conduct  the 
traffic  upon  them. 

It  has  been  thought  desirable,  with  a  view  te 
ascertain  the  causes  of  these  accidents,  and  to  the 
consideration  of  the  question  whether  any  reme- 
dial measures  might  not  be  adopted  either  by  par- 
liament or  by  the  companies  themselves,  to  ana- 
lyze the  reports  that  have  been  made  by  the  in- 
specting officers  appointed  either  by  the  commis- 
sioners of  railways  or  by  your  lordships  to  inquire 
into  such  of  these  accidents  as  seemed  to  call  for 
investigation. 

These  reports  will  be  found  in  the  appendix,  and 
have  reference  to  41  accidents,  comprising  the 
whole  of  the  19  passengers  before  stated  to  have 
been  killed  during  the  year  by  causes  beyond  their 
own  control,  and  319  of  the  366  before  stated,  as 
the  whole  number  of  persons  ii\jured  during  the 
year  from  like  causes. 

In  addition  to  these  casualties  to  passengers,  9 
servants  of  railway  companies  were  killed  aad  4 
injured  by  the  same  accidents ;  so  that  it  will  ap- 
pear that  the  41  reports  which  are  analyzed  in  the 
following  observatioas,  embrace  all  the  more  im- 
portant accidents  which  have  occurred  during  the 
year  upon  the  railways  of  the  United  Kingdom. 

These  accidents  may  be  classified  under  two 
heads. 

1.  Those  which  arise  from  accidental  failure  of 
machinery,  or  from  defect  in  the  roadway  or 
works. 

2.  Those  which  arise  from  defects  in  the  estab- 
lishment and  management  of  the  railways. 

This  head  may  be  further  subdivided  into— 

A.  Inherent  defects  in  the  system  upon  which 
the  traffic  is  conducted. 

B.  Defects  in  regulations. 

C.  Inattention  to  regulations,  or  inexperience  of 
servants. 

P.  Want  of  punctuality. 


Of  the  41  accidents  that  have  been  reported  up- 
on, two  only  appear  to  have  been  exclusively  to 
the  first  class,  while  26  belong  to  the  second  class, 
and  in  14  are  involved  circumstances  falling  under 
both  classes. 

It  is  to  be  observed  that  accidents  very  seldom 
occur  upon  railways  from  any  one  cause,  but  gen- 
erally are  brought  about  by  a  combination  of  cir- 
cumstances, each  contributing  to  produce  the  re< 
suit. 

In  16  of  the  above  41  accidents  were  involved 
circumstances  affecting  the  machinery  or  works  of 
the  railway,  and  which  come  therefore  under  the 
first  head.  Two  of  these  only,  so  far  as  they  could 
be  traced,  appear  to  have  been  purely  accidental, 
and  to  fall  exclusively  under  that  head ;  in  the 
other  14  are  involved  circumstances  affecting  the 
establishment  and  management  of  railways. 

In  five  of  these  latter  were  involved  mistakes, 
either  from  carelessness  or  inexperience  at  what 
are  commonly  termed  meeting  or  facing  points  at 
junctions  or  sidings,  showing  the  importance  of  re- 
ducing as  far  as  practicable  the  number  of  these 
useful  but  otherwise  objectionable  contrivances. 
As  at  present  generally  constructed,  these  points 
are  self-acting ;  that  is  when  not  held  otherwise  by 
hand,  they  are  always  in  one  position,  being  re- 
tained in  it  by  weight,  and  the  trains  then  pass 
over  them  always  in  one  direction ;  after  being 
used  to  turn  trains  in  another  direction,  they  re- 
sume their  original  position  by  the  action  of  the 
weights. 

It  is  to  be  observed  that  if  these  points  act  prop- 
erly there  ought  to  be  but  little  risk  in  trains  pass- 
ing over  them :  but  if  a  stone  or  any  other  hard 
substance  should  chance  to  get  between  the  mov- 
able points  and  the  fixed  rail,  the  points  remain 
partly  open ;  or  if  the  points  from  the  jerk  of  a 
passing  train  or  from  any  other  cause,  shift  their 
position,  there  is  great  reason  to  fear  that  the 
train  may  pass  partly  along  one  line  and  partly 
along  the  other.  This  actu^y  happened  to  three 
of  the  cases  referred  to,  producing  mostdangerous 
accidents.  It  is  worthy  of  consideration  whether 
some  means  should  not  be  provided  by  which  all 
meeting  or  facing  points  which  are  passed  over 
constantly  by  passenger  trains  shall  be  fixed  at  all 
times,  the  means  provided  being  such  that  the  fas- 
tening could  not  be  applied  before  the  points  are 
completely  closed.  It  is  believed  that  means  for 
this  purpose  might  be  provided  of  a  very  simple 
and  inexpensive  nature. 

In  four  of  the  cases  under  the  first  head  it  ap- 
peared that  the  locomotive  stock  was  deficient, 
chiefly  in  consequence  of  the  engines  being  over- 
tasked ;  in  two  of  them  that  the  permanent  way 
was  out  of  repair ;  in  one  case  a  bridge  had  been 
partly  taken  down  for  alteration,  without  proper 
precautions  having  been  taken  to  warn  the  drivers 
of  coming  engines  ;  and  in  one  case  the  station  ac- 
commodation was  inadequate  for  the  requirements 
of  the  traffic  which  had  developed  itself  upon  the 
railway. 

Under  the  division  of  what  has  above  been  term- 
ed the  establishment  of  the  railways,  including  its 
management  and  staff  of  servants,  it  appears  that 
in  27  cases  are  involved  circumstances  which  come 
imder  the  class  A.,  in  13  cases  are  involved  cir- 
cumstances which  come  under  the  class  B.,  in  23 
are  involved  circumstances  which  come  usder  the 
class  C.  Out  of  the  cases  27  involved  circumstances 
which  come  under  the  class  D.  Out  of  the  27  car 
ses  in  class  A.,  in  which  are  involved  defects  that 
are  inherent  to  the  system  upon  which  the  traffic 
is  conducted  upon  railways,  it  appears  that  in  two 
cases  the  luggage  placed  upon  the  roof  of  the  car- 
riages had  taken  fire;  in  24  coUisions  between 
trains  had  occurred,  and  of  these  nineteen  were  ca- 
ses in  which  trains  conveying  passengers  had 
come  into  collision  with  trains  conveying  goods ; 
4  were  cases  in  which  passenger  trains  had  com9 
in  contact  with  passenger  trains ;  in  one  case  a 
goods  train  with  a  goods  train ;  and  in  one  case  a 
passenger  train  wiUi  a  return  engine  unaccompa- 
nied by  a  train. 

The  necessity  that  exists  for  trains  to  traverse 
railways  at  difibrent  speeds,  adapted  to  the  Bartir 
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cular  descriptions  of  traflSc  conveyed  by  them, 
whether  passengers,  goods  or  minerals,  produces  a 
liability  to  accident  from  collision  which  is  inhe- 
rent in  the  system  upon  which  the  traffic  of  rail- 
ways is  at  present  conducted,  and  from  which  it 
must  be  difficult,  if  not  impossible  to  free  it. 

The  facts  as  stated  above  appear,  however,  to 
point  to  the  principal  defect  of  the  system,  viz  : 
that  merchandise  and  minerals  are  conveyed  over 
the  same  lines  of  rails  that  are  used  for  the  con- 
veyance of  passengers. 

One  remedy  for  this  principal  defect  of  the  sys- 
tem, would  be  the  addition  to  existing  railways  of 
lines  to  be  used  exclusively  for  the  heavy  traffic  of 
goods  and  minerals.  This  would  mitigate  the  evil 
and  much  reduce  the  chances  of  accident  of  this 
nature,  but  would  be  generally  inapplicable  on  ac- 
count of  the  vast  expenditure  that  would  be  requi- 
site to  carry  it  into  effect,  and  after  all  it  would 
only  partly  remove  the  chances  of  collision,  which 
would  remain  to  a  certain  extent,  so  long  as  pas- 
senger trains  traverse  railways  at  different  speeds. 

Another  remedy  that  suggests  itself  is,  the  sep- 
aration of  the  two  descriptions  of  traffic  goods  and 
passengers,  and  conducting  them  at  different  times, 
This  practice  has  been  adopted  to  a  great  extent 
on  many  railways,  the  goods  being  conveyed  as 
much  as  possible  by  night,  so  as  to  interfere  with 
the  passenger  trains  to  the  least  practicable  ex- 
tent. 

The  third  remedy  that  suggests  itself  is,  that  all 
trains,  whether  goods  or  passengers,  and  all  en- 
gines which  traverse  railways  should  be  worked  to 
well  adjusted  time  tables,  and  that  punctuality 
should  be  enforced.  It  will  be  seen  upon  examin- 
ing the  reports,  that  in  23  of  the  accidents  as  to 
which  inquiries  have  been  instituted,  it  has  been 
ascertained  that  the  trains  have  been  irregular  or 
unpunctual  as  to  time.  In  21  of  the  collisions  it 
appears  that  irregularity  of  the  trains  was  one  of 
the  concurrent  causes  which  tended  to  produce 
them.  Upon  consideration  of  the  reports  it  appears 
wonderful  that  more  of  these  accidents  do  not  oc- 
cur ;  for  it  is  recorded  in  some  instances  goods  and 
mineral  trains  are  sent  along  railways  under  the 
direction  of  engine  crivers,-whose  only  instructions 
are  to  proceed  to  the  destination  intended  for  their 
charge,  dropping  trucks  at  stations  where  necessa- 
ry, and  taking  up  others,  without  any  instructions 
at  all  as  to  time,  but  with  the  necessary  imder- 
standing  that  they  are  to  get  to  theirjoumey's  end 
as  best  they  can,  so  that  they  deliver  the  goods  at 
the  required  places.  This  understanding  or  in- 
struction is,  however,  subject  in  most  cases  to  cer- 
tain general  regulations,  such  as  that  no  train  is  to 
follow  another  within  a  given  time,  and  that 
goods  trains  are  to  be  shunted  or  mov«d  off  the 
main  line  when  a  passenger  train  is  expected  with- 
in a  stated  time.  Experience,  however,  shows  that 
these  regulations  are  not  sufficient.  The  interval 
between  trains,  as  will  hereafter  be  explained,  de- 
pends upon  a  number  of  contingencies,  and  after 
all  is  only  to  be  maintained  by  the  numerous  sig- 
nalmen stationed  along  the  line  of  the  railway, 
whose  responsibility  is  therefore  divided  and  not 
by  any  of  the  persons  employed  on  the  train.  The 
shunting  of  the  trains  depends  upon  the  unoccu- 
pied siding  accommodation  being  sufficient  to  con- 
tain the  train  at  the  place  where  the  operation 
may  be  necessary,  and  which  is  often  found  not  to 
be  the  case. 

It  would  appear,  then,  that  the  principal  guar- 
antee or  safety  when  the  traffic  is  conducted  on 
this  system,  is  the  vigilance  and  superior  intelli- 
gence of  the  drivers  and  persons  to  whom  is  en- 
trusted the  conduct  of  the  trains. 

In  some  districts  where  the  goods  traffic  is  of  a 
very  fluctuating  nature,  it  may  be  difficult  to  ar- 
range so  that  the  hours  of  arrival  and  departure 
of  all  goods  trains  shall  be  advertised  and  known 
beforehand  with  the  same  exactitude  as  passenger 
trains  ;  but  it  is  considered,  and  is  found  on  many 
railways,  that  a  large  portion  of  the  traffic  of  this 
nature  is  as  regular  and  capable  of  as  much  exac- 
titude in  respect  of  time  as  the  ordinary  passenger 
traffic.  There  can  be  no  valid  reason  why  goods 
traffie  of  tiiis  regular  nature  should  not  be  conduc- 


ted on  the  same  principle  as  the  regular  passenger 
tmffic,  with  carefully  adjusted  time  tables,  and 
with  punctuality.  As  to  other  traffic,  which  is  in 
addition  to  the  regular  or  ordinary  traffic,  and  is 
of  a  more  fluctuating  nature,  including  goods  and 
passengers  conveyed  by  what  are  commonly  term- 
ed excursion  trains,  or  special  goods  trains,  it  may 
be  well  questioned  whether  a  general  instruction 
to  an  engine  driver  to  proceed  on  his  journey  to 
his  destination,  taken  in  conjunction  with  the  reg- 
ulation above  alluded  to,  is  a  sufficient  security  to 
the  public  that  the  traffic  will  be  conducted  with 
a  due  regard  to  the  safety  of  the  travellers  convey- 
ed by  railway. — Herapalk; 

(To  be  continued.) 

Baltimore  and  Obio  Railroad. 

At  the  last  regular  monthly  meeting  of  the  board 
of  Directors  of  this  company,  the  late  President, 
Thomas  Swann,  Esq.,  begged  leave,  contrary  to 
the  usual  custom,  to  present  to  the  board  a  state- 
ment of  the  affairs  of  the  company,  after  the  read- 
ing of  which  he  formally  tendered  his  resignation 
of  the  office  which  he  had  fllled  to  the  satisfaction 
of  the  stockholders,  during  the  preceding  four 
years  and  upward.  In  his  letter  of  resignation, 
Mr.  Swann  informs  the  board  that  his  evacuation 
of  the  office  is  in  accordance  with  an  announce 
ment  which  he  made  to  the  board  upon  the  accep- 
tance of  the  high  trust  reposed  in  him,  that  his 
"services  could  not  be  extended  beyond  the  period 
when  an  uninterrupted  line  of  communication 
would  be  opened  from  the  Chesapeake  to  the 
Ohio." 

Mr.  Swann  has  devoted  his  time  and  attention 
almost  exclusively  to  the  duties  of  his  office,  to  the 
neglect  of  other  and  private  interests.  So  long  as 
there  was  anything  wanting  to  complete  the  great 
enterprise  in  which  the  company  was  engaged, — 
an  enterprise  of  nearly  a  quarter  of  a  century  in 
duration — he  labored  with  the  utmost  diligence 
and  with  consummate  ability  in  the  performance 
of  those  arduous  duties  which  have,  at  length  re- 
sulted in  the  complete  success  of  the  project. 

The  board  then  accepted  his  resignation,  and 
unanimously  passed  the  following  resolutions^ — 

Resolved,  That  the  Board  have  learned  with 
deep  regret,  by  the  communication  of  the  Presi- 
dent just  read,  his  determination  to  resign  the 
Presidency  of  this  company,  but  as  they  feel  they 
have  no  right  to  require  of  him  any  further  ser- 
vices, aft«r  the  faithful  manner  in  which  he  has 
already  devoted  himself  to  this  company,  when  it 
is  his  desire  to  be  relieved  from  the  duties  and  la- 
bors of  the  office,  they  cannot  refuse  his  request, 
and  therefore  respectfully  accept  his  resigna- 
tion. 

Resolved,  That  a  committee  of  three  be  appoint- 
ed to  communicate  to  Mr.  Swann,  in  behalf  of  this 
Board,  their  deep-felt  thanks  for  the  able,  faithful, 
energetic  and  devoted  manner  in  which  he  baa  ad- 
ministered the  aflairs  of  this  company  for  the  last 
four  years,  and  accomplished  the  great  enterprise 
in  which  they  have  so  long  labored — and  express 
to  him  the  sentiments  of  high  respect,  regard  and 
esteem  entertained  toward  him  by  the  members  of 
this  Board,  and  their  sincere  wishes  for  his  con- 
tinued prosperity  and  hjq>pine8s. 

The  board  then  proceeded  to  the  election  of  a 
President  to  supply  the  vacancy  occasioned  by  the 
resignation  of  Mr.  Swann,  when  William  G.  Harri- 
son, Esq.,  -vas  unanimously  elected. 

The  conmiittee  appointed  in  conformity  with  the 
last  of  the  above  resolutions,  replied  to  the  Presi- 
dents letter  of  resignation  in  neat  and  appropriate 
language,  expressive  of  the  existence  of  the  ut- 
most confidence  between  the  members  of  the  Board 
and  Mr.  Swann,  regreting  that  he  found  it  neces- 
Buy  to  break  up  those  relations  which  had  bo  long 


and  pleasantly  exSsted  between  them  officially,  aod 
hoping  that  prosfcrily  might  att«id  him  in  tbe 
prosecution  of  hifl  private  affairs. 

The  statement  Of  the  condition  of  the  tShin  of 
the  company  subtnitted  by  the  Prwident,  i«  sub- 
stantially  as  follows : 

The  total  receij)ts  from  passengers,  mails,  aod 
merchandize,  for:  the  six  months  ending  on  tho 
31st  of  March,  have  been  S814,584  81.  The  ex- 
penses of  the  roal  during  the  same  period  $684,- 
940  07. 

The  interest  on  the  capital  inverted  in  the  con- 
struction of  the  rtad  west  of  Cumberland,  has  been 
charged  to  capital — the  road  not  having  been  re- 
ported as  in  a  state  for  active  business  until 
the  opening  of  "lloard  Tree'"  Tunnel  on  the  1st  of 
April.  1  ^    , 

The  board  have  declared  a  dividend  instpckof 
three  per  cent,  iit  accordance  with  the  plan  here- 
tofore deUiled,  jfayable  on  and  after  the  Slit 
ult. 

The  earnings  of  the  Washington  Branch  have 
been  S201,473  "9,  and  the  net  revenues,  deducU 
ing  the  Sute's  Bbnus  (sayS32,981  56)  for  the  half 
year,  amount  to  $117,723  49.  A  dividend  of  five 
percent  has  been  declared  on  tlie  Washington 
Branch,  and  a  surplus  of  $64,128  49carried  to  the 
account  of  the  next  half  year. 

The  total  expetises  of  the  Branch  have  beenS60- 

868  76. 

I  cannot  too  sttongly  invite  the  attention  of  the 
Board  the  importance  of  urging  upon  the  Legisla- 
ture to  make  sonle  relaxation  in  tbe  heavy  bonus 
charged  on  passengers,  which  would  enable  the 
company  to  reduce  the  fare  on  the  Washington 
Branch.  I  am  ateured  that  every  disposition  ex- 
ists and  has  alwajys  existed  in  the  Board,  to  meet 
the  public  expectation  in  this  particular.  At  pres- 
ent the  whole  od]um  of  the  high  rates  charged  up- 
on that  road  falls  upon  this  company. 

The  road  was  Opened  to  Wheeliqg,  as  the  Board 
are  aware,  on  the  10th  of  January  last,  under  em- 
barrassments which  it  may  be  unnecessary  to  refer 
to  in  this  place.  The  Chief  Engineer  announced 
his  readiness  to  iteceive  the  trains  on  that  day,  and 
the  Board  deemed  it  best  to  make  the  attempt  at 
the  earliest  practicable  moment.  The  primary  ob- 
ject which  they  bad  in  view  was  to  prepare  for  the 
Spring  trade,  ani  it  was  evident  that  without  some 
effort  this  could  tiot  be  accomplished.  A  road  re- 
quires to  be  worked  for  a  few  months  before  it  can 
be  brought  into  Successful  use ;  an4  if  the  opening 
had  been  delayed  to  the  1st.  ofAptil,  and  no  trains 
permitted  to  pas*  over  it,  the  same  contingencies 
with  which  we  have  been  contending  for  two  months 
past,  and  which  are  now  in  the  main  subdued, 
would  have  been  still  obstructing  our  path.  These 
obstacles,  howeter,  including  the  "Board  Tree" 
Tunnel,  have  not  been  greater,  if  Indeed  as  great, 
as  those  of  the  trie  and  Pennsylvania  raibt>ads, 
during  the  first  months  of  their  operations. — 
The  Chief  Engideer  estimated  that  five  hundred 
tons  per  day  coulfi  be  passed  over  tbe  "Board  Tree" 
Tunnell  from  the  period  of  the  opening ;  but  the 
General  Superintendent  did  not  deem  it  expedient 
to  transport  freight  at  all,  until  some  six  weeks 
had  elapsed  afler  the  passenger  trains  had  been 
run  through.  Had  the  board  awaited  the  opening 
of  the  tunnel  beft>re  the  laying  down  of  the  rails 
between  that  poftit  and  WheeUng,  the  road  would 
have  been  still  unfinished. 

Great  allowance  is  to  be  made  for  a  new  road, 
traversing  such  a  country  as  that  through  which 
this  road  passes.  The  permanent  adjustment  of 
the  track  is  a  wdrk  of  time.  An  itcreased  force  is 
indispensable  to  be  kept  ccmstantl^  on  hand  to  re- 
move slips  and  tlear  the  way  for  the  daily  pas- 
sage of  the  train*.  Those  who  mMr  be  disposed  to 
cast  censure  upon  the  officers  of  the  company  for 
a  failure  to  meet  the  public  expeictation  in  all  par- 
ticulars, must  recollect  that  there  as  a  limit  to  hu- 
man power  in  these  matters. 

The  preparations  of  the  ground  for  the  passen- 
ger and  tonnage  operations  of  the  road,  between 
Howard  and  Etitaw  streets,  has  been  attended 
with  considerable  expense.     Ih^,  it  is  hoped, 
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will  cease  lu  the  course  of  the  present  month,  as 
it  would  not  be  advisable  for  the  company  to  do 
any  thing  toward  tho  new  station  on  Camden  st 
until  the  receipts  of  the  road  justify  a  further  ex- 
penditure. What  has  been  done  already,  could 
not  well  have  been  dispensed  with. 

At  the  Wheeling  station  some  expenditures  is 
also  being  incurred.        Q 

While  these  outlays  have  been  large,  no  more  it 
is  believed  has  been  undertaken  than  was  abso- 
lutely indispensable  for  tBe  conveniently  of  the 
road. — The  track  in  Cecil  ^ey  has  been  a  source 
of  vexatious  expenditure,  owing  to  the  impracti- 
cable spirit  evinced  by  persons  binding  on  said  al- 
ley. The  bed  of  Howard  street,  it  was  early  dis- 
covered, would  have  failed  toanswer  the  purpose 
of  the  road,  from  liability  to  ife  and  inundations, 
and  the  necessity  for  more  thah  one  track  to  meet 
the  pressing  wants  of  the  service. 

Expenditures  will  have  to  be  incurred,  without 
delay,  for  temporary  buildings  at  various  points 
along  the  extended  line  of  the  road. 

In  the  annual  report  of  the  chief  engineer;  the 
third  revised  estimate  of  the  total  cost  of  the  road 
was  stated  by  him  in  detail  as  S8,076,277.  Up  to 
this  time  the  expenditures  chargeable  to  construc- 
tion, as  reported  by  the  treasurer,  have  exceeded 
this  last  amount  by  $239,303  00.  The  final  i-lport 
of  this  officer  has  been  promised  at  an  early  day. 
My  habit  has  been,  as  the  annual  reports  will  show, 
to  invite  the  Chief  Engineer  tomake  his  own  state- 
ments of  matters  over  which  the  Board  can  exer- 
cise but  a  partial  control,  and  that  only  in  check- 
ing wasteful  expenditures,  which  it  is  believed  are 
nowhere  chargeable  upon  the  line  of  this  road. — 
Additional  cost  may  have  been  sometimes  incur- 
red in  giving  to  their  bridge  masonry  and  other 
structures  a  permanent  and  durable  character; 
but  the  experience  of  the  road  east  of  Cumberland 
shows  that  the  policy  which  has  been  adgpted  is 
one  of  true  economy  in  the  end.  No  road  in  this 
country  has  been  more  securely  or  substantially 
built. 

The  irregularities  which  prevailed  for  sometime 
in  the  working  departments  of  this  road,  owing  to 
causes  over  which  the  President  of  this  company 
could  exercise  no  control,  are  now  happily  remov- 
ed, and  the  trains  are  running  with  a  regularity 
which  may  be  said  to  compare  favorably  with  any 
former  period  in  the  history  of  this  work.  A  sys- 
tem has  been  adopted  for  running  the  engines  dai- 
ly, which  will  add  greatly  to  the  capacity  of  the 
road  to  accommodate  the  trade  during  the  defi- 
ciency of  power  at  present  complained  of. 

It  is  much  to  be  regretted  that  the  elfect  of  the 
late  'strike"  has  been  to  suspend  the  contracts 
heretofore  made  for  the  supply  of  the  machinery 
and  cars  for  the  increased  demands  of  the  road  on 
the  opening  of  the  tunnel.  On  the  1st  of  April 
the  deficiency  of  power  was  severely  felt,  and  this 
must  continue  to  be  the  case  for  some  time  to  come. 
The  Board  found  themselves  in  such  a  situation 
that  they  conld  do  nothing  to  protect  the  compa- 
ny against  these  unlocked  for  delays ;  and  they 
were  compelled  to  await  a  recommencement  of  the 
work  in  the  various  shops  having  contract^  to 
fill. 

The  pecuniary  loss  entailed  upon  the  Company 
by  the  effect  of  the  late  "strike"  has  been  more 
serious  than  the  Board  might  be  led  to  believe. — 
But  for  this  a  dividend  of  at  least  S}4  per  cent 
might  have  been  declared. 

The  machinery  heretofore  contracted  for  is  now 
in  a  state  of  advancement.  Large  'additions  have 
been  made  since  my  estimate  of  October,  to  that 
already  ordered.  The  road  is  now  well  supplied 
with  cars,  and,  with  the  engines  still  to  be  deliver- 
ed, will  present  a  power  as  great,  it  is  believed,  as 
that  of  any  other  road  in  this  country,  and  must 
be  competent  to  do  a  large  business. 

The  treasurer's  exhibit,  herewith  annexed, 
after  deducting  pay  rolls  for  the  month  of 
March,  the  July  interest  on  the  sterling  bonds, 
payable  in  England,  say  S100,400,  and  the  dividend 
due  on  the  Washington  Branch,  will  leave  a  bal- 
»nce  in  the  treasury  of  S573,157  05.  * 

The  floating  debt  applicable  to  construction,  fall- 
ing due  from  the  l3t  of  May  to  the  31st  of  Pecem- 
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her,  for  which  the  notes  of  the  company  have  been 
given,  is  S366,363  44.  Of  this  amount  $221,311 
28  was  incurred  for  the  purchase  of  iron  for  sidings, 
including  the  five  miles  near  Ellicott's  Mills,  now 
being  finished,  renewal  of  old  rails,  &c.,  &c.,much 
of  which  still  remains  upon  the  line  of  the  road,  to 
be  laid  down  hereafter. 

The  cost  of  the  iron  which  has  been  recently 
purchased  for  second  track,  three  thousand  tons 
of  which  are  stipulated  to  be  paid  for  in  the  cou- 
pon bonds  of  the  company,  as  well  as  the  cost  of 
laying  down  the  track,  will  be  a  tax  upon  the 
bonds  authorized  to  be  issued  for  that  purpose. 

The  committee  on  "Construction  and  Repairs" 
have  also  contracted  for  seven  hundred  cars  ap- 
plicable to  the  coal  trade,  in  addition  to  their 
presant  supply,  two  hundred  of  which  will  be  ap- 
propriated to  the  Cumberland  Coal  and  Iron  Com- 
pany under  the  agreement  with  them..  Two  hun- 
dred of  these  cars  are  to  be  paid  for  in  cash  on 
delivery,  and  the  balance  in  November  next — 
allowing  full  time  for  the  negotiation  of  the  bond. 

The  engines  yet  to  be  provided,  with  a  view  to 
the  coal  trade,  say  thirty  of  the  first  class,  should 
be  contracted  for  at  an  early  day,  now  that  the 
shops  are  again  in  ojieration.  These  it  was  intend- 
ed to  pay  for  in  the  Bonds  of  the  Company. 

The  situation  of  the  Company  will  stand  thus : 

Amount  on  hand  after  deducting  July 
interest  in  sterhng  bonds,  say $573,175  05 

Bonds  on  hand  applicable  to  construc- 
tion, second  track,  and  coal  trade, 
now  selling  at  a  limit  of  91  per. 
cent 1,250,000  00 

Total  available  funds $1,823,176  05 

The  disposition  to  be  made  of  the  above  is  as 

follows : 

Floating  debt  on  construction  account 
for  which  notes  have  been  given, 
due  from  the  1st  of  May  to  the  31  st 
Dec 366,353  44 

Amount  due  on  last  purchase  of  iron 
payable  monthly  at  the  rate  of  about 
500  tons,  $250,000  in  bonds,  and  the 
balance  in  cash 400,000  00 

Cost  of  laying  second  track,  including 
cross  ties,  ballast,  &c.,  &c. 150,000  00 

Seven  hundred  cars  for  coal  trade,  200 
to  be  paid  for  in  cash  on  delivery 
and  the  balance  in  November 350,000  00 

Additional  engines  not  yet  contracted 
for,  applicable  to  coal  trade,  say 
thirty 300,000  00 

$1,566,353  44 

Deduct  this  amount  from  available  funds,  will 
leave  a  surplus  of  $256,821  61. 

The  notes  outstanding  for  engines  and  cars,  fall- 
ing due  in  one,  two  and  three  years  from  the  Ist. 
of  January,  1853,  may  be  funded  as  they  severally 
mature,  having  been  classed  among  the  debts  of 
the  company,  to  be  so  disposed  of,  in  case  the 
revenues  of  the  road  should  be  inadequate  to  meet 
them. 

During  the  progress  of  the  road  heretofore,  I 
have  endeavored  to  mature  its  financial  plans,  with- 
out too  much  depen^Jence  on  receipts  from  revenue. 
If  we  are  to  be  guided  by  the  flattering  exhibit  of 
the  past  month,  this  caution  may  not  be  found  to 
be  necessary.  AU  estimates  based  upon  revenue 
must  be  more  or  less  speculative  ;  but  having  the 
past  before  us  as  a  standard,  it  is  now  rca.sonable 
to  presume  that  the  aggregate  receipts  from  the 
main  stem  cannot  fall  short  of  $2,400,000 ;  it  is  al- 
so more  than  probable  that  they  will  exceed  $3,- 
000,000 ;  but  it  is  by  no  means  extravagant  to  sup- 
pose that  they  will  touch,  if  not  go  beyond,  the 
limits  a.ssumed  by  the  General  Superintendent  in 
his  calculation  of  $4,000,000. 

With  such  a  basis  of  credit,  then,  and  the  ordi- 
nary financial  tact  that  must  always  be  supposed 
to  attach  to  the  head  of  such  a  corporation  as  this, 
the  power  cannot  be  wanting,  with  the  confidence 
which  this  road  every  where  inspires,  to  accom- 
plish all  the  aid  which  may  be  needed  from  time 
to  time  to  supply  the  casual  wants  of  the  compa- 


ny, and  to  place  the  road  in  the  most  advantageous 
position  for  the  accommodation  of  the  largest 
amount  of  trade.  If  the  wants  of  the  road  should 
be  great,  as  they  no  doubt  will  be,  its  revenues 
will  also  be  correspondingly  large,  and  the  increase 
of  capital  from  time  to  time  should  be  met  with 
a  liberal  hand,  whenever  it  should  be  necessary  to 
augment  the  capacity  or  extend  the  profits  of  the 
road.  The  increase  of  capital,  however,  while  it 
should  be  sanctioned  with  a  view  to  greater  capa- 
city and  usefuUiess,  should  not  be  permitted,  at 
any  time,  to  interfere  with  or  in  any  manner  con- 
trol the  net  revenues  which  may  be  earned,  and 
which  of  right  belongs  to  the  stockholders. 

STATEMENT 

of  the  affairs  of  the  BaUimare  and  Ohio  Railroad 
Company,  April  12,  1853. 

Cost  of  road  west  of  Cumberlond,  exclusive  of  in- 
terest, machinery,  &,c.,  to  the  above  date  inclu- 
sive  $6,969,620  71 

Add  for  outstanding  bills 
payable  on  account  of 
contractors $71,883  00 

Bridge  superstructures..    14,919  17 

Right  of  way 3,240  00 

C.  P.  Manning,  Div.  Eng.  55,000  00  $145,042  17 

•     t  $7,114,662  88 

Due  for  coupon  bonds  of  1885 $363,009  92 

Due  by  cash  on  special  deposit  at  in- 
terest    120,000  00 

Due  by  Merchant's  bank 138,077  49 

Due  by  revenue  in  Wheeling,  including 

outstanding  debts  there 49,620  09 

Due  by  outstanding  revenue  due  by 
Post  OflSce  department  and  individ- 
uals in  Baltimore 59,467  55 

,  ,        $730,175  06 

Deduct  dividend  on  Wash-        ' 
ington  Branch  railroad .  $56,600  00 

Due  for  interest  to  be  re- 
mitted to  England  on 
Maryland steriing  bonds.  100,400  00     157,00  00 

$573,175  05 

J.  I.  Atkinson,  Treasurer. 
Oflice  of  the  Baltimore  and  Ohio  raibroad  com- 
pany, April  12,  1853. 

AKricaltaral  Exports  from  Obtoin  1858. 

Mr.  Mansfield,  in  the  last  number  of  the  Rail- 
road Record,  has  taken  pains  to  ascertain  the 
amount  of  agricultural  products,  exported  from 
Ohio  in  one  year,  and  has  given  his  readers  a  very 
interesting  article  on  the  subject,  from  which  we 
gather  what  follows :  f        .  ,..     .  .'„ 

Ohio  has  in  progress  of  construction  the  largest 
extent  of  railway,  and  also  the  largest  amount  of 
surplus  produce  to  carry  off.  No  other  State  com- 
pares with  her  in  this  respect.  Take  the  following 
general  fact  in  advance.  In  1851  her  wheat  crop, 
in  round  numbers,  (which  was  carried  off  in  1852) 
amounted  to  thirty-Jive  millions  of  bushels.  This  waa 
about  one-fourth  of  the  entire  amount  raised  in 
the  whole  Union.  The  State  contains  two  millions 
of  people,  and  their  consumption  of  breadstufis 
was,  therefore,  twenty  millions  of  bushels,  and  the 
surplus  twenty-three  millions.  By  the  acttuU  ex- 
ports we  reach  the  following  results  of  the  year's 
operations : 

Wheat  crop  of  1861 35,000,000  fcusheis. 

Export  to  1st.  October,  1852. .  19,000,000        " 

Consumption 12,000,000        " 

Remaining  on  hand 3,400,000 

About  ten  per  cent  of  the  crop  of  1861  remained 
on  hand  for  the  next  year.  From  Toledo  consider- 
able amounts  of  wheat  and  flour,  produced  in  Indi- 
ana, are  exported.  Allow  1,600,000  bushels  for 
this,  and  the  actual  export  of  Ohio,  of  the  crop  of 
1851,  was  eighteen  milUons  of  bushels.  The  Uni- 
ted States  Treasury  report  shows  that  the  entire 
export  from  the  United  Statei  of  wheat  and  flour  to 
foreign  ports  was  much  less  than  the  export  of  those 
articles  from,  the  State  of  Ohio  I     In  other  words, 
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Ohio  supplies  all  the  breadstuflfe  exported  from 
the  United  States  to  all  the  world,  and  a  portion 
of  that  consumed  North  and  South  besides.  Nor 
is  this  all.  Okio  exports  more  agricultural prodiocts 
and  manufactures  Jrom  agriculiural  products,  tkan 
is  exported  from  the  wkoU  United  States,  wUh  the 
exception  only  of  cotton  and  tobacco ! 

"It  comes  to  this,  then,  that  though  other  West- 
em  States  send  much  produce  to  the  Atlantic,  yet, 
if  the  exports  of  Ohio  were  taken  out,  or  destroyed, 
there  would  not  be  one  bushel  of  breadstuffs  or 
pound  of  meat  to  send  abroad.  This,  then,  settles 
one  point,  that  Ohio  stands  alone,  in  regard  to  the 
Union,  as  the  great  producer  of  surplusses  for  for- 
eign market."  The  Record  gives  tables  to  show 
the  general  result,  which  will  be  found  nearer  the 
exact  truth  than  is  usually  found  in  such  tables. 
We  copy  the  Cincinnati  table  : 

CINCINNATI  EXPORTS. 

Flour,  bbls 408,211 

Com,  sks 51,231 

Cheese,  boxes 160,689 

Patatoes,  bbls 23,844 

Seeds,  bushels 33,321 

Oats,  sks 2,718 

Tobacco,  hhds 15,200 

Butter.lbs 1,639,000 

Beef,  bbls •• 33,026 

Tallow,  lbs 200,000 

Pork,  bbis 139,458 

Pork,  lbs 3,912,943 

Lard,  kegs 366,146 

Lard  Oil,  bbls 241,830 

Whiskey,  bbls 276,124 

Wool,  lbs 684,783 

There  are,  also,  tables  of  exports  from  Sandusky, 
Toledo,  Vermillion,  Cleveland,  Portsmouth,  Har- 
mar,  dtc.  These  show  nearly  the  total  exports  of 
agricultural  products  from  Ohio,  but  do  not  iu 
elude  manufactures  or  minerals,  the  amount  of 
which  are  large.  In  the  tables  variable  measures 
and  quantities  of  the  same  article  are  reduced  to 
a  common  standard  for  convenience.  The  follow- 
ing is  his 

GRAND  AGGREGATE. 

Flour,  bbls 2,055.607 

Wheat,  bush .9,392,236 

Corn,  bush 6,193,127 

Beef,  bbls 82,429 

Cattle,  number 67,791 

Pork,  bbls 233,871 

Lard,  kegs - 675,493 

Hogs,  number 181,772 

Lard  Oil,  bbls 28,126 

Tallow,  lbs 621,258 

Tobacco,  hhds 26,968 

Seeds,  bush 86,411 

Butter,  lbs 8,254,220 

Cheese,  lbs 3,669,366 

Whiskey,bbls 401,660 

Wool,  lbs 6,914,908 

Beans,  bbls 6,000 

Oats,  potatoes  and  other  small  articles  are  not 
included  in  the  above,  nor  are  the  manufactures  of 
agricultural  products,  such  as  soap,  candles,  pot- 
ash, buckets,  furniture,  &c.,  the  aggregate  of  which 
will  make  several  millions  in  value.  The  aggre- 
gate values  in  the  table,  reduced  to,  and  estima- 
ted at  a  medium  price,  presents  the  following  re- 
sults: 

Flour  and  wheat S16,788,216 

Com 3,100,000 

Beef  and  Cattle 2,394,750 

Pork,  Lard,  Lard  Oil  and  Hogs 7,994,290 

Whiskey 2,860,000 

Wool , 2,100,900 

Tobacco 1,617,480 

Butter,  Cheese  and  Tallow 760,000 

Seeds 172,000 

Miscellaneous 600.000 

Manufactured  articles  from  products  of 

agriculture 3,000,000 


ductions,  above  the  wants  of  the  State,  and  there- 
fore, in  regard  to  the  State,  a  clear  profit.  If  we 
suppose  the  landed  property  in  Ohio  to  be  worth 
five  hundred  millions,  which  is  not  far  from  the 
value,  the  net  profit  on  it,  shown  by  this  export  of 
surplus,  was  eight  per  cent.  In  addition  to  this, 
the  farmer  and  family  receive  their  support,  rents, 
&c.,  so  tliat  the  actual  profit  on  money  invested 
in  good  farming  land  considerably  exceeds  eight 
per  cent. 

The  following  is  the  statement  of  agricultural 
exports  from  the  United  States  for  the  year  ending 
June  30,  1863 : 

Products  of  animals $7,399,656 

Vegetable  food 16,877,844 

Manufactures  of  soap,  candles,  leather, 

boots,  shoes  and  furniture 1,734,821 

Total $26,012,320 


■    Aggregate  value $40,216,786 

This  is  supposed  to  be  rather  below  than  above 
tiie  amojmt.    This  export  is  a  surplus  of  our  pro- 


RaUwKy   Traffic  in  Great  Britain  In    1853. 

It  appears  that  the  gross  traffic  receipts  of  rail- 
ways in  the  United  Kingdom  for  the  year  1852 
have  amounted  to  15,643,610^.,  being  at  the  rate  of 
2118/.,  per  mile  per  annum.  The  returns  publish- 
ed weekly  show  that  16,088,310/.  was  received  on 
the  railways  durins  the  past  year  on  6916  miles, 
including  about  200  miles  of  canal,  being  an  in- 
crease of  530,400/.  in  the  receipts  over  the  preced- 
ing year  on  6637  miles  of  railway,  and  also  an  in- 
crease of  378  miles  in  operation.  Ind-'pendent  of 
these  railways  there  are  about  fifteen  new  lines  in 
operation,  of  an  aggregate  length  of  240  miles,  the 
returns  of  which  are  not  published  weekly,  but 
may  be  estimated  at  181,000/.  In  addition  to 
these  there  are  ten  other  lines  of  an  aggregate 
length  of  183  miles,  belonging  to  old  tailway  com- 
panies who  do  not  publish  their  traffic  returns ; 
but  it  appears  from  the  half  yearly  reports  that 
the  gross  receipts  on  these  lines  are  about  274,- 
300/.,  making  together  466,300/.  This  sum  added 
to  the  published  weekly  receipts,  shows  that  the 
gross  traffic  receipts  on  the  above  railways  during 
the  past  year  amounted  to  16,643,610/. 

With  regard  to  the  traffic  returns  published 
weekly,  they  show  a  progressive  increase  during 
the  past  eleven  years.  In  the  year  1842,  they  am- 
ounted to  4,341,781/.;  in  1843  to  4,842,660/.;  in 
1844  to  5,610,980/.;  in  1846  to  6,769,230/.;  in  1846 
to  7,689,870/.;  in  1847  to  8,975,671/.;  in  1848  to 
10,039,000/.;  in  1849  to  11,013,820/.:  in  1850  tol2,- 
757,986/.;  in  1851  to  14,667,910/.;  and  in  1862  to 
15,088,310/.  From  this  it  will  appear  that  the  an- 
nual increase  in  the  past  ten  years,  being  on  the 
average  more  than  one  million  a  year,  or  during 
the  ten  years,  is  10,764,629/.  This  increase  partly 
arises  from  the  continual  developement  of  the  traf- 
fic on  the  trunk  lines,  and  partly  from  the  addi- 
tional receipts  derived  from  the  opening  of  new 
lines  and  branches.  The  increase  of  traffic  in  the 
year  1842  over  that  of  the  preceding  year, 
amounted  to  500,870/.;  in  the  year  1844  to  768,- 
337/.;  in  1846  to  1,058,340/.;  in  1846to  1,020,660/.; 
in  1847  to  1,286,780/.;  in  1848  to  1,083,335/.;  in 
1849  to  954,810/.;  in  1860  to  1,744,168/.;  in  1861  to 
1,809,926/.;  and  in  1862  the  increase  over  the  pre- 
ceding year  amounted  to  620,400/.  The  great  in- 
crease of  traffic  in  the  year  1860  was  due  in  a 
great  measure  to  the  encouragement  given  by 
railway  companies  to  excursion  traffic  in  that  year, 
and  the  increase  in  1861  chiefly  to  that  cause  in 
connexion  with  the  great  exhibition.  The  year 
1862  shows  a  cconparative  falling  off  in  the  increase 
of  traffic  as  compared  to  the  average  of  ten  pre- 
ceding years  to  the  amount  of  664,252/.  From  this 
it  would  appear  that  the  efforts  made  to  force  the 
traffic  during  the  past  two  years  above  the  ordina- 
ry increase  had  reacted  on  the  traffic  of  1862,  and 
thus  reduced  the  expected  increase  of  traffic  in 
that  year. 

At  the  end  of  the  year  1842,  1610  miles  of  rail- 
way were  open  to  the  public ;  during  the  next 
year  an  additional  length  of  66  miles  of  new  rail- 
way was  opened  for  traffic;  in  1844  a  further 
lei^th  of  194  miles  was  opened ;  in  1846  263  miles: 
in  1846  693  miles ;  m  1837  839  miles ;  in  1847  975 
miles  i  ia  1849  834  miles  i  in  1860  1096  miles  ^  in 


1861  280  miles,  and  in  1862  the  publi^ied  tetums 
show  an  additional  mileage  of  378  miles.  So  £ar 
as  the  traffic  is  conoeraed,  it  does  not  appear  that 
there  can  be  much  to  complain  of  in  respect  of  the 
aggregate  amount  of  it  on  railways  siricse  they  have 
been  established,  ai^d  were  it  not  for  the  adverse 
interests  operating  it  railway  boards,  ithe  errors  of 
engineers  a.s  to  the  cost  of  works  and  laying  out  of 
lines,  the  letting  of!  large  contfacts  at  exhorbitant 
prices  by  private  a|n^ement,  cxce^ite  payments 
for  land,  the  contitiual  litigation  botk  in  and  out 
of  parliament,  and  the  consequent  utwarrantable 
expenditure  on  capital  account,  thetfaffic receipts 
would  have  been  a  mple  to  pay  fair  dividends  on 
the  outlay.  j  i 

The  average  traffic  receipts  per  idile  show  the 
effects  of  opening  within  a  period  of  four  or  five 
years  so  many  mil^s  of  branch  and  ccfenpeting  lines 
of  railway;  Durirtg  the  year  1842  the  gross  re- 
ceipts averaged  3113/.  per  mile,  in  1^48  3088/.  per 
mile,  in  1844  3726/.  per  mile,  in  1845  3469/.  per 
mile,  in  1846  3305/.  per  mile,  in  1847  2870/.  per 
mile,  in  1848  2656^.  per  mile,  in  1849  2302/  p.  mile, 
in  1860  2227/.  pet  mile,  in  1861  22B1/.  per  mile, 
and  in  1862  2238/.iper  mile.  This  sjiows  a  falling 
of  in  the  traffic  pet"  mile  of  about  30tper  cent.;  but 
during  the  past  tl*ee  years  the  reofipts  per  mile 
have  not  been  muCh  under  those  of  1849. 

The  reduction  in  the  receipts  per  ijiile  would  not 
be  of  much  conspquence,  providea  the  average 
cost  of  constructihg  the  railways  wjis  reduced  in 
the  same  propoYtfon  as  the  traffic  per  mile — say 
from  34.000/.  per  ^ile  to  23.000/.  per  mile,  and  so 
on  in  like  manneij  with  every  additional  line  to  the 
system,  but  unfortunately  it  apnbars  that  this 
would  not  suit  engineers,  contracators  and  other 
parties,  although  isome  cheap  railways  have  been 
constructed,  the  following  will  sbow  that  they 
have  not  had  muth  effect  on  the  a»'erag:e  cost  of 
the  whole  : — In  1^42  the  cost  of  railways  then  in 
operation,  including  working  stockj  etc.,  *verag«d 
34.690/.  per  milej  in  1843  36,360/.,  In  1844, 86,670/. 
in  1845  35,070/.,  tin  1846,  31,860/.,  In  1847  31,700/, 
in  1848  34,234/.,  tn  1849  35,214/.,  i^t  1860  35,229., 
in  1851  35,068/.,  and  in  1852,  34,630/.  About  5000 
miles  of  additiotial  railways  and  branches  bare 
been  added  to  ihe  system  since  1845,  at  which 
time  the  average  cost  per  mile  was  35,070/..  being 
only  about  440/.i  per  mile  more  than  the  average 
cost  of  1852.  Tne  stationary  pKjeition  of  the  aver- 
age cost  per  miU  shows  clearly  th»t  the  continued 
additions  to  the  'capital  accounts  df  old  and  com- 
pleted Unes  of  railway,  far  outweigh  all  the  pro- 
fessed advanta^s  of  constructaug  thousands  of 
miles  of  new  railways  at  less  cast  than  the  old 
trunk  lines. 

The  capital  ejqwnded  on  the  railways  of  which 
the  traffic  is  pulblished  weeklv  aniounted  in  July, 
1842  to  62,380400/.,  in  1843  to  67,636,000/.,  in 
1844  to  63,489,100/..  in  1846  to  71,647,000/.,  in 
'46to83,165,10W,ln"47  to  109,528,000/,  48  148,200, 
000/,  in'49  to  183,000,000/,  in  '50  to  219,762,700/, in 
1851  to  229,175»230/.,  and  in  1862  to  239,967,463/. 
The  expenditure  on  the  new  and  old  lines  above 
mentioned  the  traffic  returns  of  which  are  not  pub- 
lished weekly,  Amounts  to  about  6,626,100/.,  mak- 
ing with  the  239,967,453/.,  a  total  of  248,593.553/., 
expended  on  7838  miles  of  rsplwiay,  being  at  the 
rate  of  33,879/.,  per  mile.  Deducting  45  per  cent, 
for  working  expenses  from  the  gross  receipts  of 
1852,  will  leave  for  interest  and  dividend  8,548,- 
986/.,  which  on  the  capital  expended  would  be  at 
the  rate  of  3  44  per  cent  per  anntm.  It  is  proba- 
ble that  the  amount  to  be  divided  among  the 
holders  ot  railway  shares,  bondi  and  debentures 
after  the  next  half  yearly  meetings  in  February, 
will  not  be  less  than  4,500,000/.— C.  E.  andArcki- 
tccts  Journal .   ;  1  ■• 

I 4-  -.- 

Pent  Railroa4< 

The  stockholders  of  this  roafl  have  definitely 
acted  upon  t^je  proposition  to  subscribe  to  the 
capital  stock  of  the  Marietta,  the  Ohio  and  Indi- 
ana, and  the  Springfield  and  Mount  Vernon  rail- 
road. Upon  the  question  of  subscribing  to  th« 
Marietta  road  |the  vote  (by  stock)  stood :  for,  89,989 ; 
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against  it'883.  For  sabacribing;  to  the  Ohio  and 
Indiana  railroad  oompanj  46,040 ;  against  it  900. 
Por  subscribing  to  the  Springfield,  Mount  Vernon, 
and  Pittsburg  railroad  company,  44,611 ;  against 
it  826. 


American   Railroad  Journal. 


Saturday,  AprU  30,  1853. 


Book  and  Job  Printing. 

The  undersigned  have  added  td'the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectAdiy  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
T^Tne-tables,  Circulars,  Tickets,  4'C.,  4-c. 

J.  H.  SCHULTZ  St  CO. 

New  York  April  9,  1863. 


Harketfl  on  W^heela. 

The  food  of  the  people  is  their  first  care.  The 
food  of  mankind  for  a  year  is  equal  in  value  to  the 
whole  movable  wealth  of  the  world.  To  the  la- 
boring man,  his  food  is  more  than  all  his  other  ex- 
penses; and  this  must  be  had,  however  other 
things  may  be  cut  short.  To  the  people  at  larg« 
therefore,  the  price  of  their  food  is  the  measure  of 
their  other  enjoyments.  Whatever  makes  his  day's 
labor  productive  of  more  or  better  food  is  a  God- 
send to  the  poor  man.  He  wants  wages  to  go  to 
market,  and  a  cheap  and  handy  market  to  go  to. 

The  magnitude  of  the  subject  is  probably  the 
reason  why  the  Corporation  continues  in  the  mar- 
ket business  after  having  given  up  every  other 
branch  of  trade  to  individual  management.  But, 
it  happens  in  this  case,  as  in  most  others,  that 
those  who  enjoy  the  monopoly  of  the  public  mar- 
kets, manage  the  matters  for  their  own  advantage 
rather  than  for  the  advantage  of  the  people.  It  is 
convenient  and  profitable  for  the  market  folks 
to  have  a  few  great  markets ;  whUe  it  would  be 
convenient  and  profitable  for  the  people  to  have 
many  small  markets,  because  there  would  then  be 
a  market  near  to  every  mans'  home,  and  competi- 
tion among  the  sellers  would  make  low  prices  in 
every  market. 

Any  plan  which  will  bring  the  consumers  of  food 
80  near  the  producers  that  they  can  hand  over  to 
them  the  whole  price  to  be  paid,  will  enable  the 
producer  to  make  that  price  the  smallest  which 
•will  repay  the  labor  of  producing  and  bringing  to 
market. 

We  have  been  looking  about  for  some  such  plan. 
Various  suggestions  have. been  thrown  out  since 
the  opening  of  the  railroa^,  which  terminate  in 
this  city.  The  letters  of .4  "Westchester  Farmer," 
published  in  the  Journal  of  Commerce,  proposed 
that  the  producers  of  food  should  also  convey  it 
to  the  consumers  in  the  city,  by  taking  into  their 
own  hands  the  freighting  business  on  the  railroads, 
chartering  the  cars,  and  paying  the  companies  a 
minimum  price  for  drawing  the  cars  toand  from  the 
market  places  in  the  city. 

The  railroad  companies  have  taken  the  hint, 
and  not  only  reduced  the  price  of  carrying  freight 
to  a  lower  rate  than  has  heretofore  been  charged 


by  sloops  and  steamers,  but  they  have  invited  the 
people  of  the  country  to  take  the  freighting  busi- 
ness into  their  own  hands.  Many  are  doing  so, 
and  more  are  ready  to  do  so,  as  soon  as  they  can 
find  a  way  of  running  their  car  loads  of  food  into 
the  market  house. 

Meanwhile  it  has  occurred  to  us  that  the  num- 
ber of  diflferent  articles  of  fresh  and  perishable 
food,  required  for  the  daily  use  of  a  family,  is  a 
small  number ;  and  that  the  daily  wants  of  a  small 
vicinity  might  soon  be  ascertained,  so  that  the  re- 
quisite supplies,  and  no  more,  might  be  brought 
every  morning  at  an  ejH-ly  hour.  But  how  are 
those  supplies  to  be  brought  into  every  small  vi- 
cinity 1  This  is  the  question.  Let  us  look  for  the 
answer. 

The  map  of  the  city  is  fast  becoming  a  railroad 
map.  Those,  who  dread  the  passing  of  a  car  along 
their  street,  shotild  have  resisted  the  beginning. 
Having  suffered  the  people  to  see  and  ride  in  one 
city  car,  there  is  no  hope  of  keeping  the  vulgar 
intnider  out  of  the  streets,  most  sacred  to  palaces 
and  private  coaches.  The  Sixth  Avenue  car  is 
actually  taking  the  gentry  of  Fifth  Avenue  and 
Union  Square  out  of  the  Broadway  omnibusses, 
and  carrying  them  down  to  business  or  amusement. 
AU  the  enjoined  and  vetoed  city  railroads  are  fore 
ordained  to  be  made.  The  courts  and  the  Legisla- 
ture have  left  the  bars  down  for  the  Common 
Council  t-o  proceed  in  order  with  this  work.  The 
car  mania  has  turned  the  heads  of  a  large  majority 
of  both  Boards  of  the  City  Fathers ;  and  they  will 
grant  the  roads  to  the  highest  responsible  bidders, 
until  no  quarter  of  a  mile  on  the  Island  will  be 
found  withoat  an  iron  track.  These  tracks  will 
connect  and  cross  at  all  the  street  crossings,  so 
that  a  car  starting  from  anjrwhere  will  run  to  eve 
rywhere,  and  through  everywhere  from  Kings- 
bridge  to  the  Battery,  and  from  side  to  side  of  the 
whole  town,  and  there  will  be  turnouts  into  thou- 
sands of  places  of  manufactures  and  commerce. — 
Nay,  more,  all  sorts  of  wheel  carriages  will  be 
adapted  to  the  gauge  and  groove  of  the  track,  and 
all  things  and  people  will  be  riding  on  a  rail. — 
Moreover,  the  time  may  come  when  this  borrow 
ing  of  a  ride  on  the  rails  of  a  company  will  lead 
to  a  common  city  ownership  of  the  tracks. 

But  what  has  this  net^work  of  rails  to  do  with 
a  cheap  and  easy  supply  of  daily  food  from  the 
country  to  every  neighborhood  of  the  city  1  We 
shall  see. 

The  terminus  of  each  of  the  railroads  from  the 
north  and  east  may  connect  with  this  net-work  of 
city  tracks.  Cars  loaded  with  all  sorts  of  daily 
food,  from  all  parts  of  the  country,  ready  for  fam^ 
ily  use,  may  be  run  into  one  hundred  small  mar 
ket  places,  even  if  those  places  are  no  more  costly 
than  a  turnout  by  the  curbstone  on  the  side  of  a 
wide  street,  where  these  cars  may  stand  from  day 
light  to  8  o'clock  in  the  evening,  supplying  meats, 
milk,  poultry,  fruits,  vegetables,  butter  and  egga 
to  the  people,  two  or  three  squares  around ;  and 
then  move  off  to  the  general  station  to  carry  back 
city  supplies  to  the  country  from  which  the  food 
came.  Or,  each  of  these  market  places  may  be 
arranged  on  one  or  two  lots  of  ground  to  be  pro- 
vided for  the  purpose  by  the  sellers  of  the  food. — 
And,  if  this  plan  become  common,  the  city  author- 
ities may  drop  the  whole  business  of  the  markets, 
and  let  the  people  make  the  bold  experiment  of 
taking  care  of  themselves  and  their  afikirs. 


And  why  not  have  these  "markets  on  wheels  V 
the  same  wheels  which  brings  the  food  ft-om  the 
farmer's  wa^on  in  the  country ;  and  without  a 
cart  or  a  forestaller  bring  the  produce  of  the  land, 
under  the  care  of  the  producer,  to  the  door  of  the 
consumer.  1  Let  the  seller  provide  the  market 
place,  or  let  the  city  provide  it — in  either  case  the 
markets  should  be  many  and  smaU,aud the  consumers 
of  food  should  have  all  the  advantages  which  can  be 
given  them  by  appropriating  to  their  use  the  railroads 
of  the  Cities  and  Country. 

TrantTvlne  on  Railroad  Cnrr«s. 

We  have  received  a  copy  of  the  second  edition 
of  Trautwine  on  Railroad  Curves.  This,  as 
(rell  as  Mr.  T.'s  work  on  Calculating  Excavations 
and  Embankments,  have  already  attained  a  wide 
circulation,  and  are  certainly  the  best  books  we 
have  on  the  subjects. 

Ohio  and  HlsalMlppt  Railroad. 

We  omitted  to  state  that  the  article  entitled, 
"  The  Geographical,  Geological  and  Statistical  rela^ 
tions  of  the  Ohio  and  Mississippi  Railroad,'^  pub- 
lished in  out  last  issue,  was  prepared  for  the  Com- 
pany by  E.  D.  Mansfield,  Esa.,  of  Cincinnati. 

Hortli  Carolina 

Weldon  and  Gaston  Railroad. — This  road  was 
opened  last  week,  on  which  occasion  there  was  a 
great  dinner  at  Norfolk,  partaken  of  by  the  citi- 
zens of  North  Carolina,  Virginia  and  Maryland. 
About  360  persons  were  seated,  and  general  joy 
was  manifested  at  the  acquaintance  so  happily 
made  by  means  of  railroads. 

Mnsklnffnm  Tallcy  Railroad  Campany. 

This  Company  was  lately  organized,  and  the 
stockholders  elected  the  following  named  gentle- 
men Directors  for  the  ensuing  year  :  Douglas  Put- 
nam, T.  W.  Ewart.  W.  8,  Nye,  John  Mills,  Beman 
Gates,  M.  Clarke  and  Davis  Green. 

Oranfc  and  Alexandria  Railroad. 

The  city  of  Alexandria  has  subscribed  860,000 
to  the  Orange  and  Alexandria  railroad,  which  will 
complete  the  road  to  Gtordonsville,  its  point  of  junc- 
tion with  the  Virginia  Central  railroad. 

HnntaviUe  and  Piqva  Railroad. 

A  convention  has  just  been  held,  at  which  it 
was  decided  to  construct  a  railway  from  Huntsville 
to  Piqua.  The  citizens  of  Sandusky  city,  take  a 
deep  interest  in  the  project,  and  as  the. distance  is 
only  about  thirty  miles,  the  road  will  probably  be 

built.  

north  Ijebanon  Railroad. 

At  an  election  held  in  the  borough  of  Lebanon, 
on  Saturday,  April  2,  by  the  stockholders  of  this 
improvement,  the  following  gentlemen  were  elected 
Directors,  viz  : — John  Krause,  President ;  R.  W, 
Coleman,  G.  D.  Coleman,  Wm.  Coleman,  Levi 
Kline,  John  Weidman,  Jacob  Weidle,  Benjamin 
Mooney,  D.  S.  Hammond,  Augustus  Boyd  and  C. 
B.  Forney. 

The  road  has  been  commenced  at  the  northern 
terminus,  in  North  Lebanon,  and  it  is  the  determi- 
nation of  the  company  to  finish  it  at  an  early  day. 
This  road  is  to  extend  from  North  Lebanon  to  Corn- 
wall, a  distance  of  between  five  and  six  miles  only ; 
but  the  building  may  be  set  down  as  an  era  in  the 
history  of  Lebanon  county.  It  will  pass  through 
the  borough  and  connect  with  the  Lebanon  Val- 
ley, or  any  other  of  the  roads  spoken  of,  and  one 
of  which  must  also  be  commenced  before  many 


I 


AMERICAN    RAILROAD    JOURNAL.  * 


ClaeUtnatl  and  Fort  'Wayne  Rall-«ray. 

It  will  be  remembered  that  in  our  issue  of  the 
16tb  inst.  there  was  a  report  of  the  consolidation, 
tmder  the  above  title,  of  the  Cincinnati  and  Fort 
Wayne  and  the  four  Mile  Valley  Railway  compa- 
nies. This  road  was  first  organized  on  the  Indiana 
portion  of  the  line,  in  February  last.  The  sub- 
seriptioDS  of  stock  already  amount  to  S400,000, 
and  are  rapidly  increasing.  The  Board  of  Direct- 
ors are  reported  to  be  enei^tic  business  men,  who 
are  making  every  efiTort  to  have  their  road  com- 
pleted at  the  earliest  day. 

Arrangements  are  on  foot  to  put  the  whole  line 
under  contract  in  a  few  weeks.  That  portion  of 
the  road  from  Fort  Wayne  to  Winchester,  where  it 
crosses  the  Bellefontaine  and  Indianapolis  road, 
will  be  in  operation  within  twelve  months — length, 
63  miles. 

The  object  of  this  road  is  to  give  Fort  Wayne  an 
advantageous  and  expeditious  connection  with 
Cincinnati,  and  all  the  great  eastern  and  western 
routes  through  Ohio  and  Indiana.  It  will  prove, 
virtually,  an  extension  of  the  Fort  Wayne  and 
Chicago  Railway,  from  Fort  Wayne  to  Cincicnati, 
through  a  section  of  Indiana  and  Ohio  which  has 
now  no  immediate  railway  communication  with  a 
market.  The  proposed  route  is  from  Fort  Wayne 
nearly  south  to  Winchester — the  crossing  of  the 
Bellefontaine  and  Indianapolis  road ;  thence  a  little 
cast  of  south  to  Centreville,  Indiana,  at  and  near 
which  place  it  crosses  both  the  Cincinnati  and 
Chicago  and  the  Indiana  Central  Railway ;  from 
Centreville  inclining  more  to  the  east — the  route 
crosses  the  Ohio  State  line  near  Oxford,  and  con- 
tinues a  little  east  of  south  to  Hamilton,  whence  it 
is  proposed  to  reach  Cincinnati,  for  a  time,  at  least, 
either  by  the  Hamiltonand  Dayton  or  "Short  Line" 
roads. 

This  is  the  general  direction  of  the  proposed 
route ;  what  particular  towns  it  will  pass  through 
we  are  unable  to  say.  A  good  road  on  such  a 
route  must  command  an  extensive  local  business. 
Peter  P.  Bailey,  Fsq.,  of  Fort  Wayne,  Pa.,  is  the 
President  of  the  consolidated  companies,  who  are 
engaged  in  this  project,  and  he  is  devoting  his  best 
efforts  to  its  ultimate  success. 


H«mpfl«ld  Railroads 

Tee  city  council  of  Philadelphia  has  subscribed 
$600,000  to  the  stock  of  the  Hempfield  railroad, 

Stoek  and  Money  Marlcet. 

The  stock  market  continued  active,  with  an  ad- 
vance of  prices  in  many  instances,  favored  with  a 
comparatively  easy  money  market. 

The  following  is  the  financial  statement  of  the 
Galena  and  Chicago  railroad. 

Consolidated  stock,  13,543  shares*.... SI ,354,300 

Third  division  stock  6,140  sharesf 614,000 

10  per  cent  consolidated  bonds 110,600 


Full  amount  of  stock $2,078,800 

7  per  cent,  unconvertible  bonds  issued.      422,000 
Do        do  do  do  to  be  issued.      178,000 


Full  amount  stock  and  bonds $2,678,800 

Length  of  road  to  Freeport  (miles) 120 

Length  of  branch  to  Beloit 20 

Total 140 

Of  road  costing  $2,678,800,  or  les8that$20,000per 
mile. 

*Amount  paid  in $1,349,741  16 

tAmoont  paid  in. 682,620  00 


Earnings  of  92  miles  of  road,  costing  $1,800,000, 
in  operation  since  May,  1862 : 


May,  1862.. $31 ,728  48 

June 43,226  12 

July 36,147  19 

August 40,158  85 

September. .  56,031  68 
October 68,712  00 


Nov.  1862. 
December.. 
Jan.,  1863. 
February 


.$46,802  04 
..  38,706  36 
. .  32,672  31 
25,699  23 


March 28,226  69 

April 35,000  00 


Earnings  for  one  year. $472,109  14 

The  receipts  of  the  Buffido  and  State  Line  Rail- 
road for  March.  1853,  were $65,489  80 

For  March,  1852,  were 32;000  00 


Increase $23,489  80 

The  comparative  receipts  of  the  Rochester  and 
Syracuse  Railroad,  for  the  first  quarter  of  the  year 
have  been: 

1859.  18B3. 

January $45,745  41     $86,658  76 

Febmary 60,862  19       75,514  66 

March 63,233  16       86,640  00 


Total $149,830  76  $247,813  32 

Among  the  late  transactions,  said  to  be  chiefly 
for  foreigt  account,  we  notice  one  million  convert- 
ible bonds  of  the  Belvidere  Railroad  Company, 
guaranteed  by  the  Camden  and  Amboy  Railroad 
and  Delaware  and  Raritan  Canal  companies,  has 
been  perfected  through  Messrs.  Duncan,  Sherman 
&  Co.,  of  this  City,  and  C.  H.  Fisher,Esq.,  of  Phil- 
adelphia, 

The  receipte  of  the  Rochester  and  Syracuse 
Road  for  March,  were  $84,600. 

The  Little  Miami  Railroad  Company's  receipts 
for  the  week  ending  April  10,  1863, 

were $10,448  31 

Receipts  for  the  week  ending  April  10, 

1862 7,221  92 


Increase  47)^  per  cent,  or $3,236  39 

The  Madison  and  Indianapolis  Railroad  compa- 
ny's receipts  for  the  month  of  March,  1863, 

were $47,000  00 

Receipts  for  the  month  of  March,  1851,  40,426  5^ 


Increase  16  per  cent,  or $6,673  42 

The  business  of  this  road  for  the  first  3  months 

of  the  year  is  very  satisfactory,  as  will  be  seen  by 

the  following  figures — 

Receipts $118,370  33 

Expenditures 62,176  80 


Net  Earnings 66,394  53 

Receipts  same  time  in   1862 $101,634  45 


Increase  in  1853 $16,934  88 

The  net  earnings  of  the  last  three  months  are 
nearly  four  per  cent  on  the  capital  of  the  road. — 
The  expenditures  include  about  $16,000  for  taxes 
and  wood,  which  should  be  spread  over  the  entire 
year. 

The  collections  in  the  city  of  Philadelphia,  at 
the  ofSce  of  the  Columbia  Railway,  for  the  month 
of  March,  and  for  the  fiscal  year  from  30th  Nov. 
last,  were  as  follows : 

Amount  as  per  last  report $72,374  68 

Amount  as  pr.  month  ending  March  31, 

1863 62,594  27 
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The  Ohio  Central  Elailroad  is  said  to  be  earning 


Whole  amount  since  Nov.  30th,  1852. .  134,908  75 
Same  time  last  year 106,680  33 


Increase $29,288  62 

If  this  rate  of  increase  is  continued  throughout 
the  year,  a  very  handsome  aggregate  will  be  ad- 
ded to  the  State  revenues. 


7  per  cent  net  on  its  cost  so 
The  business  of  the  road  for 
the  annexed  figures-t- 

Passengers 

Freight 

Mails,  &c 


far  as^  completed. — 
March  ik  shown  by 


.$6,726  61 
.  2,648  21 
.    1,083  39 


ments 

the  operation  of  the 

1.  The  additional 


•■It 
\i 

$10,469  21 

The  following  is  Mr.  Pettit's  respoiise  to  some 
enquirer,  with  refen  ince  to  the  new  Cbinage  law 
and  will  be  found  off  general  interest : 

Provisions  of|  th^  New  CoiNAct  Law. 
Mint  df  the  United  Statells.      i 
Philadelphia,  April  14,  lS53.  ] 
Sir — In  reply  to  the  questions  of  your  letter  of 
yesterday,  I  have  t*  present  the  following  state- 
relative  to  tie  operation  of  the  late  laws  on 
mint :  ■  | 

charge,  over  and  above  the 
deductions  heretofoK;  customary,  will  be  six  cents 
per  $100,  for  the  pr^panttion  of'ingota  of  fine  gold. 
If  a  deposit  be  colle|::tcd  in  coin,  instead  of  ingots, 
the  additional  char^  above  the  fomHer  rates  will 
be  fifty  cents  per  $uX).  The  advantage  of  receiv- 
ing bars,  instead  of  coins,  will  be  equivalent  to 
forty-four  cents  on  ^he  $100.  So  far,  (therefore  as 
gold  is  to  be  emplojted  for  export,  or  for  purposes 
other  than  speculatBon,  I  think  it  will  be  found 
economical,  not  to  sjx;ak  of  other  adtantages,  for 
depositers  to  demanp  payment  in  bar^ 

2.  You  ask  whether,  if  coined  at  tile  mint,  can. 
the  proceeds  be  paid  at  the  sub-treaslirer's  oflSce, 
in  this  (New  York)  bity.  I  presume  you  mean  to 
a.sk  whether  the  bails  can  be  so  paid,  although  it  is 
improper  to  use  the  term  coined  to  express  the 
manufacture  of  a  bir.  In  reply,  I  have  to  say 
that  there  is  nothing  in  present  laws  authorizing 
the  receipt  or  redemption,  elsewhere  than  at  the 
mint,  of  its  issues,  wfhetherof  bars  or  of  certificates 
of  deposit.  On  the  organization  of  the  Assay  of- 
fice in  your  city,  it  jwill  be  competenit  to  deposit 
there  the  bars  issuei  from  this  mint,  fbr  which  the 
value  will  be  paid  in  coin,  less  half  j^r  cent  for 
coinage ;  or  they  may  be  returned  at  liny  time  to 
the  mint  here,  for  ciin,  and  paid  on  tie  terms  just 
mentioned. 

3.  With  regard  to  silver  sepsu-ated  from  gold, 
the  mint  now  pays  the  full  weight  in  silver  dollars. 
The  former  practice]  of  paying  in  gold  Kas,  by  con- 
sent of  the  Treasurj|  department,  changed  by  the 
late  director,  who, 'after  mature  reflection,  was 
convinced  of  its  impolicy  and  irregularity.  The 
dollars  paid  for  silv(  r  parted  are,  of  course,  at  a 
premium,  which  the  depositer  may  raalize,  either 
by  sale  in  the  bullii  >n  market,  or  to  the  mint  at 
our  fixed  price  of  $1  21  per  oz.,  say  4  fer  cent  pre- 
mium. 

4.  Your  fourth  q  iiestion  is  not  very  clearly  un- 
derstood, but  I  pres  ime  you  wish  to  inf  ure  wheth- 
er the  mint  certificates  of  the  net  value  of  deposits 
must  be  issued  singly,  forthe  total  value, or  wheth- 
er we  might  divide  them  into  convenient  sums, 
say  of  $50,  $100,S5tK),&c,,  the  aggregate  of  which 
shonld  be  equal  to  t>e  sum  total.  In  reply,  I  have 
to  state  that  there  id  no  authority  for  the  latter 
course.  A  suggestic  n,  asking  for  sucb  authority, 
was  made  in  Mr.  Co -win's  Treasury  report  of  1861, 
but  not  acted  on.  j 

6.  The  charges  at  the  mint  would  not  be  varied 
by  reason  of  any  private  melting  or  assay 
of  bullion.  Nor  will  there  be  any  practical  diflfer- 
ence  to  depositers  between  deposits  at  the  propos- 
ed assay  oflSce  at  New  York,  and  at  the  mint. — 
There  will  be  the  same  charges  and  tie  same  ad- 
vantages at  that  oflS<^  as  at  this  mint  or  at  a  mint 
in  New  York.  Thel  difference  to  the  government 
will  be,  that  instead!  of  procuring  coin  for  the  pay- 
ment of  New  York  depositors,  by  coinage  in  that 
city,  it  will  be  necessary,  from  time  to  time,  to 
transmit  the  bullioii  here  for  mann^ture;  but 
this  in  no  manner  affects  the  depositors. 

Any  further  information  or  explanations  which 
you  may  desire,  I  shall  be  very  happy  to  furnish. 
Very  respectlhlly,  your  obd't  servant, 

I  .  T.  M.  PETrr,  Director, 
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I. .,  li.ni  ^11  At  Jipi^jyiJipwW 


AMERICAN    RAILROAD    JOtTRITAL. 


^ 


P*rtl»itd,  Elaabaa  amd  N.  York  Rallraad. 

A  project  is  already  matured  for  the  completion 
of  a  liae  of  railroad  from  Portland'  Maine,  to  this 
city  in  a  direct  route,  without  passing  through 
Boston.  The  plan  is,  to  run  from  Portland,  over 
the  York  and  Cumberland  railroad,  to  the  State 
line  of  New  Hampshire,  at  Lebanon,  thence  on  the 
most  direct  line  to  Nashua,  where  it  is  to  connect 
with  the  Nashua  and  Worcester  railroad. 

The  necessary  authority  to  carry  this  plan  into 
effect,  was  obtained  from  the  legislature  of  Maine, 
at  its  recent  session,  and  an  application  is  made 
to  the  legislature  of  New  Hampshire  for  the  same 
object. 

The  legislature  of  New  Hampshire  meets  for  bu- 
i<ines8  in  June  next. 

This  plan  will  meet  favor  in  this  city,  more  es- 
pecially from  the  New  York  and  New  Haven  rail- 
road company,  and  the  friends  of  the  "  air  line" 
project. 

The  advantages  of  the  scheme  are  very  clearly 
and  fully  stated  in  an  address  to  the  friends  of  the 
project,  recently  issued,  signed  by  Col.  C.  Q.  Clapp, 
president  of  the  York  and  Cumberland  railroad ; 
extracts  from  which  will  be  of  interest  to  our 
readers.  i  j 

The  Portland,  Nashua  and  New  York  railroad, 
as  jiroposed,  will  extend  from  Portland  through 
Goi  liam,  Buxton,  HoUis,  Alfred,  Springvale,  Leb- 
anon, by  Little  Falls  to  Rochester,  across  the 
Grejit  Falls  and  Conway,  and  Cocheco  railroad, 
through  Barrington,  Epping,  across  the  Ports- 
mouth and  Concord  railroad  to  Derry,  across  the 
Manchester  and  Lawrence  railroad  to  Nashua 
connecting  with  the  Nashua  and  Worcester  rail- 
road, which  leads  to  Worcester,  to  a  junction  with 
the  Worcester  and  other  railroads  leading  to  New 
York. 

By  the  coalition  proposed,  a  connection  with 
Boston  will  be  secured  to  the  road,  first  by  the 
way  of  Great  Falls  and  the  Boston  and  Maine,  2d, 
by  the  Cocheco  tlirough  Dover  to  Portsmouth,  and 
by  the  Eastern  road,  3rd,  by  the  Manchester  and 
Lawrence  railroa5  to  Lawrence,  and  from  thence 
by  the  Boston  and  Maine  ;  j^  three  roads  being 
about  equal  as  to  distance  from  Portland. 

Thus  the  Boston  and  Maine  railroad  company, 
will  be  necessarily  compelled  to  give  the  Portland 
Nashua  and  New  York  railroad  company,  advan- 
tages equivalent  to  an  equitable  division  of  fares, 
or  otherwise,  the  travel  will  be  conducted  through 
such  other  channels  as  may  be  found  most  condu- 
cive to  the  interests  of  the  road. 

The  York  and  Cumberland  railroad  extends  at 
this  moment,  and  has  been  run  over  by  cars,  to 
Saco  river.  The  means  of  the  directors  as  well  as 
the  contractor  have  been  severely  tested,  and  but 
for  their  individual  exertions  and  responsibility, 
the  progress  of  the  road  would  have  been  arrested. 
During  its  snail-like  advance,  offers  have  been  re- 
ceived from  competent  parties  to  provide  all  the 
means  necessary  to  complete  and  equip  the  road, 
provided  the  Boston  and  Maine  railroad  company 
would  make  the  arrangement  for  a  division  of 
fares,  which  would  compensate  the  company  for 
the  transportation  of  passengers  and  freight. 

No  other  proposition  has  ever  been  received 
fVom  the  Boston  and  Maine  railroad  company,  than 
that  the  York  and  Cumberland  passengers  should 
be  transported  and  paid  for  as  way  passengers. 

Passengers  from  Portland  are  charged  by  the 
Portsmouth,  Saco  and  Portland  and  other  Boston 
railroads,  two  dollars  each  to  Boston,  while  the 
way  passenger  is  charged  one  dollar  and  eighty 
cents  from  Great  Falls  to  Boston,  thus  allowing 
the  York  and  Cumberland  only  twenty  cents  for 
the  transportation  of  passengers  a  distance  over  60 
miles. 

In  this  connection,  it  should  be  observed,  that 
the  city  of  Portland  has  heretofore  taken  but  little 
interest  in  the  construction  of  the  York  and  Cum- 
berlaud  railrvad,  from  th«  fact  that  the  previous 
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locations  have  promised  but  little  remuneration 
for  the  capital  employed,  by  way  of  addition  to  its 
business. 

The  proposed  arrangement  otPsn  not  only  an  in- 
ducement for  assistance  from  Portland,  by  open- 
ing a  new  avenue  to  the  interior,  but  by  lighten- 
ing its  expense  of  communication  with  N.  York. 

The  last  suggestion  may  strike  with  surprise 
those  individuals  who  are  somewhat  antiquated  in 
their  knowledge  of  the  business  channels  of  this 
city.  Eight  years  ago,  nineteen  twentieths  of  all 
the  supplies  both  for  domestic  consumption  and 
foreign  trade,  were  drawn  from  Boston,  while  at 
the  present  time,  with  an  internal  trade  quadni- 
pled,  three  fourths  of  the  articles  are  now  from  N. 
York. 

New  York  is  the  great  mart  for  imports  to  this 
country,  and  the  Boston  and  Portland  merchants, 
side  by  side,  make  their  purchase  there ;  the  fre't 
to  Boston  and  Portland  being  equal,  the  Portland 
merchant  is  enabled  to  make  equal  profits  by  sell- 
ing at  lower  rates,  to  the  extent  of  the  diminished 
charges  upon  all  goods  landed,  as  well  as  of  rents 
and  other  domestic  expenses. 

The  enterprise  of  Portland  has  been  manifested 
in  the  prosecution  to  the  completion  of  the  Atlan- 
tic and  St.  Lawrence  railroad,  and  it  will  not  suf- 
fer a  road  so  identified  with  its  interest  to  slumber 
■ftcr  the  first  great  object  of  its  ambition  shall 
have  been  completed. 

This  change  in  the  business  connections  of  Port- 
land, which  have  also  extended  to  a  very  consid- 
erable portion  of  Maine,  now  require  other  facili- 
ties than  can  possibly  be  rendered  by  the  Boston 
and  Maine  railroad  ;  and  although  the  simple  ar- 
rangement for  a  connection  at  Great  Falls,  would 
have  lieen  satisfactory  to  the  York  and  Cumber- 
land, before  the  wants  of  the  community  were  un- 
folded, it  has  now  ceased  to  be  even  an  object  of 
desire,  beyond  the  mere  interest  of  that  locaUty. 

The  directors  in  view  of  the  above  facts,  have 
arrived  to  the  conclusion,  that  thore  is  no  other 
way  of  building  the  road  than  by  adapting  it  to  the 
public  convenience. 

The  route  from  Lebanon  to  Rochester,  It  is  be- 
lieved, will  accomplish  that  end.  By  crossing  the 
Great  Falls  and  Conway  road,  Portland  will  retain 
its  present  trade  with  New  Hampshire,  and  obtain 
a  very  considerable  accession,  while  a  different  po- 
licy would  witness  the  results  wuich  followed  from 
railroad  facilities  being  furnished  tiioir  Vermont 
customers,  of  whom  few,  if  any,  are  now  left  to 
the  city.  The  Great  Falls  and  Conway  railroad 
will  be  benefitted  by  a  free  conmiunication  with 
the  centre  of  New  Hampshire,  and  with  Maine, 
and  the  carriage  both  of  passengers  and  freight  in- 
creased thereby. 

Within  a  few  feet  of  the  Great  Falls  and  Con- 
way radlroad,  the  proposed  road  ^vill  cross  the  Co- 
checo railroad,  which  now  extends  from  Dover  to 
Winnipisseogee  lake,  and  is  laid  out  to  Meredith, 
to  a  connection  with  the  Boston,  Concord  and 
Montreal  railroad.  When  this  road  is  completed, 
Meredith,  N.  H.  and  Burlington,  Vermont,  will  be 
at  least  thirty-five  miles  nearer  to  Portland  than 
to  Boston.  The  saving  of  travel  will  enable  Port- 
land to  regain  that  part  of  the  Vermont  and  New 
Hampshire  trade,  which  was  lost  to  it  by  the  R.R. 
facilities  atl'orded  to  Boston. 

The  Portland,  Nashua  and  New  York  railroad 
will  cross  New  Hampshire  as  has  been  before  de- 
scribed, from  Lebanon  through  Rochester  to  Na- 
shua, which  will  make  a  saving  of  at  least  30  miles 
distance  to  every  citizen  of  Maine,  whose  destina- 
tion is  N.  Y.,  or  the  western  states. 

The  citizens  of  Saco,  Kennebunk,  Wells,  and 
Portsmouth,  would  take  the  Portsmouth  &  Con- 
cord road  to  Epping:  thence  by  the  proposed  road 
to  Nashua,  and  by  the  Nashua  and  Worcester  road 
to  Worcester;  thence  by  the  Springfield  or  the 
Norwich  and  Worcester,  or  by  the  air  line  from 
Pomfret,  and  ^JJorwich  by  the  boat,  or  N.  Haven 
by  land  to  New  York. 

The  saving  of  distance  is  not  all,  but  there  is  a 
saving  of  time  also.  As  an  example  : — The  cars 
now  leave  Augusta  and  Waterville  in  Maine,  at^ 
past  0,  A.  M.,  and  arrive  at  Portland  in  ^e,i<  .n  for 


the  half-past  eight  o'clock  cars  for  Boston.  Should 
the  Portland  and  Nashua  be  constructed,  the  care 
will  leave  Bangor  in  Maine,  when  that  road  shall 
be  completed,  at  six  o'clock,  A.  M.,  beat  Augusta 
and  Waterville  at  9  o'clock,  at  Portland  at  twelve 
and  leaving  Portland  at  half  past  twelve  r'clock, 
be  at  Worcester  in  time  for  the  cars  to  New  York ; 
thus  rendering  facilities  to  the  traveller  who  will 
leave  Bangor  at  six  A.  M.,  and  arrive  in  N.  York 
at  12  o'clock  at  night,  by  the  present  arrangements, 
or  a  half  past  10  o'clock,  P.  M.,  by  the  air  lineR. 
R.  from  Pomfret. 

New  Hampshire  and  Maine  are  thus  connected 
with  the  commercial  metropolis  of  the  U.  States, 
without  travelling  thirty  additional  miles  to  pa.ss 
through  Boston,  and  will  then  be  relieved  from  the 
forced  contribution  to  their  hotels  and  their  hacks, 
and  the  loss  of  about  three  hours,  which  is  now 
wasted  in  Boston. 

New  Hampshire  gains  more ;  she  is  afforded  fa- 
cilities through  a  central  portion  of  that  state,  and 
will  thus  bring  into  operation  the  Portsmouth  and 
Concord  railroad,  which  now  languishes  for  sup- 
port. Portsmouth  will  then  supply  Nashua  and 
Manchester  with  coal,  iron,  cotton,  lime  and  lumber, 
cheaper  than  can  be  afforded  from  Boston,  and 
thus  give  additional  value  to  their  ware  houses, 
and  other  commercial  conveniences. 

The  Grsat  Falls  and  Conway,  the  Cocheco  and 
the  Portsmouth  and  Concord  railroads,  are  not  the 
only  ones  to  be  benefitted  by  the  construction  of 
the  Portland,  Nashua  and  New  York  railrood,  bnt 
the  Manchester  and  Lawrence  and  the  Concord, by 
and  independent  of,  its  connection  with  the  latter 
road.  The  Nashua  and  Worcester  will  then  take 
its  place  among  the  first  class  roads,  and  the  Nor. 
and  Worcester  will  be  erased  from  the  list  of  the 
fancies. 

Among  the  many  benefits  which  would  accrue 
to  the  traders  of  New  Hampshire  and  Maine,  would 
be  that  of  direct  communication  with  New  York. 
Valuable  freight  is  now .  shipped  by  steamboats 
from  N.  York  to  Fall  river,  thence  changed  to  the 
railroad  and  transported  to  Boston,  and  at  Boston 
it  is  trucked  across  the  city,  and  again  shipped  on 
board  the  steamboat  for  Portland ;  even  the  mer- 
chandise being  thus  tributary  to  Boston. 

When  the  Portland,  Nashua  and  New  York  rail- 
road shall  be  completed,  freight  will  be  shipped  to 
Norwich,  and  from  thence  transported  by  railroad, 
and  without  change,  to  Rochester,  Dover,  Ports- 
mouth, Saco,  Great  Falls  and  Portland. 

The  consolidatian  of  the  two  railroads,  will  find 
favor  with  all  persons  conversant  with  railroad  af- 
fairs, not  only  so  far  as  economy  in  its  administra- 
tion, but  in  the  convenience  of  its  practical  duties. 

The  name  is  adopted  for  its  geographical  direc- 
iion,  which  is  found  useful  to  the  way  traveller. 


Rall^vaya  Here  aud  Abroad* 

It  is  not  a  great  many  years  since  every  Ameri- 
can traveller  who  went  to  England  wrote  home 
glowing  descriptions  of  the  railways  there — how 
the  cars  went  faster — rode  easier,  ran  offthe  track 
less  frequently — and  were  in  every  way  superior 
to  ours.  But  the  changes  that  our  rapid  growth 
brings  about,  seems  to  have  extended  to  our  rail- 
way management  as  well  as  every  thing  else.  It 
will  be  seen,  by  the  following  article  from  the  Lon- 
don Thnes,  that  Parliament  is  urged  now  to  take 
our  railroads  as  models  for  the  English  ones: .  . 
From  the  London  Times,  March  25. 

Railway  Managkment. — Although  Railway  re- 
form was  not  enumerated  among  the  prospective 
topics  of  the  session,  it  is  known  that  the  subject 
has  occupied  the  active  attention  of  the  depart- 
ment charged  with  this  branch  of  the  business. — 
Indeed,  there  was  less  chance  of  its  being  over- 
looked from  the  circumstance  that  all  parties  had 
a  common  and  almost  equal  interest  in  bringing  it 
imder  revision.  In  most  reforms  there  is  an  ele- 
ment of  either  obstructiveness  or  conservatism 
which  is  more  or  less  infiuential  in  keeping  things 
as  they  are,  but  the  existing  system  o£  railway 
management  is  so  unsatisfactory  to  proprietors  as 


i 
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well  as  to  the  public,  that  there  is  a  umversal  con- 
currence in  demanding  a  change.  The  companies 
themselves  have  generally  pronounced  for  amal- 
gamation ;  the  public  appears  to  entertain  no  very 
definite  views,  but  to  apprehend  with  considerable 
reason  that  if  railway  companies  are  left  to  be  their 
own  reformers  the  last  state  of  things  may  be 
worst  than  the  first.  In  this  conjuncture  it  may 
be  of  great  use  to  compare  the  proceedings  of  oth- 
er countries  under  somewhat  similar  conditions, 
and  for  this  purpose  we  publish  elsewhere  the 
most  important  portion  of  a  report  mede  on  the 
subject  of  railway  management  to  the  State  Sen- 
ate of  New  York. 

It  will  be  seen  that  these  intelligent  Americans 
have  gone  through  very  much  our  own  course  of 
dissatisfaction,  difficulty  and  embarrassment. — 
They  have  discovered  by  experience  that  railways, 
if  left  to  themselves,  cannot  be  relied  upon  for  a 
faithful  discharge  of  their  duties  to  the  public. — 
They  have  concluded,  after  some  hesitation,  that 
competition  cannot  be  looked  to  in  concerns  like 
these  for  securing  the  results  desirable,  and  though 
they  are  thus  reduced  to  the  single  alternative  of 
recommending  Government  control,  they  see  with 
perfect  clearness  that  any  direct  interference  on 
the  part  of  the  State  would  be  likely,  by  relieving 
railway  officers  of  their  proper  responsibility,  to 
produce  more  evil  than  good.  In  this  perplexity 
they  suggest  that,  while  the  immediate  manage- 
ment of  railways  should  be  left  to  the  companies 
themselves,  a  rigorous  system  of  State  supervision 
should  be  exercised  throughout  the  agency  of 
some  authority  created  for  that  purpose. 

To  the  Board  of  Commission  so  constituted  are 
to  be  confided  full  powers  for  insuring  that  all 
railway  companies  perform  their  legal  obligations 
to  the  public  without  exceeding  their  own  privile- 
ges, and  for  exacting  "the  most  accurate  returns 
and  statistics,"  so  that  "ample  and  unreserved 
publicity  may  be  given  to  all  the  details  of  their 
operations,  for  the  purpose  of  enabling  the  com- 
munity to  judge,  from  the  representations  of  re- 
sponsible and  disinterestsd  authority,  of  the  skill 
and  fidelity  of  their  management."  Itis  proposed, 
also,  that  the  duty  of  inquiry  into  railway  acci- 
dents should  be  intrusted  to  the  same  board,  in 
order  that  the  public  safety  may  be  insured  by  the 
prompt  application  of  the  best  preventives,  and 
the  companies  protected  from  misrepresentation 
by  the  judgment  of  an  impartial  tribunal. 

Such  is  the  outline  of  the  conclusions  announc- 
ed in  the  American  report,  and  it  is  not  improba- 
ble that  our  own  legislation  may  ultimately  take 
some  such  step  as  is  here  recommended. 

The  railroads  of  New  York  will  be  in  a  year  or 
two — if  indeed  they  are  not  now — better  managed 
than  any  others  of  the  same  extent  in  the  whole 
world. 

Their  Express  trains  averaging  a  regular  speed 
of  46  miles  to  the  hour — their  sentries,  two  to  ev 
ery  mile  post — their  spacious,  comfortable  cars — 
their  "compound  rail" — their  thorough  system  of 
signals  and  connected  supervision  and  management 
— have  no  parallel  on  the  continent,  and  are  not 
excelled  even  in  Great  Britain. 

And  much  as  we  complain  of  the  fi-equency  of 
accidents,  the  report  of  the  State  Engineer  shows 
that  last,  not  a  single  passenger  on  them  all  was 
killed  who  kept  his  seat. — Albany  Journal. 

Oblo. 

The  work  on  the  Scioto  and  Hocking  Valley 
road  is  progressing  rapidly.  The  road,  it  is  now 
said,  will  be  opened  to  Jackson,  forty-four  miles 
from  Portsmouth,  in  June  next.  This  leaves  but 
81  miles  to  complete  the  road  to  Newark,  where  it 
will  connect  with  the  Sandusky,  Mansfield  and 
Newark  railroad,  the  gauge  of  both  roads  being  the 
same,  and  different  from  that  of  any  other  roads 
in  Ohio,  viz :  five  feet  four  inches.  The  road  is 
to  be  laid  with  a  rail  of  sixty  pounds  to  the  yard  j 


cost  of  road  per  mile  120,000;  total  estimated  cost, 
$2,600,000, 

Jearnal  of  Kallroad  Law* 

An  INJUNCTION  AGAINST  SaBSCRIBING  FOR  RAILROAD 
STOCK. 

The  county  commissioners  of  Philadelphia 
county  having  taken  the  responsibility  of  subscrib- 
ing to  the  stock  of  the  Sunbury  and  Erie  railroad, 
to  the  amount  of  S2, 000,000,  the  Supreme  court  of 
Pennsylvania  has  aiTested  their  proceedings,  for 
a  time  at  least,  by  an  injunction. 

It  appears  that  all  the  members  of  the  court, 
viz:  Chief  Justice  Black,  and  Judges  Lewis  Lau- 
rie, and  Woodward,  were  present  at  and  concurred 
in  the  decision,  respecting  the  illegality  of  the  sub- 
scription in  question,  which  was  submitted  for  ad- 
judication in  the  case  of  Brown,  Randall  and  oth- 
ers, vs.  the  Commissioners  of  Philadelphia  county. 

This  was  a  bill  in  equity  by  several  citizens  and 
taxable  inhabitants  of  the  county  of  Philadelphia, 
who  complained  that  the  defendants,  commission- 
ers of, the  county  had  agreed  to  subscribe  for 
twenty  thousand  shares  of  capital  stock  in  the 
Sunbury  and  Erie  railroad  company,  at  one  hun- 
dred dollars  for  each  share,  and  to  pay  for  these 
shares  were  about  to  make  and  issue  bonds  in  the 
name  of  the  county,  to  the  amount  of  two  millions 
of  dollars,  pledging  the  faith  and  credit  of  the 
county  for  their  payment.  The  bill  avers  that  the 
large  debt  thus  created  would  seriously  impair  the 
credit  of  the  county  and  augment  the  taxation  up- 
on the  property  ef  the  citizens,  and  that  the  whole 
proceeding,  as  contemplated  by  the  commission- 
ers, is  without  any  warrant  or  authority  of  law. 
The  relief  prayed  for  is  an  injunction  to  restrain 
the  defendants  from  making  the  subscription,  or 
issuing  the  bonds  referred  to. 

The  answer  admits  that  two  of  the  commission- 
ers (being  a  majority)  have  agreed  to  subscribe 
for  the  stock  as  alleged  in  the  bill,  and  that  they 
intend  to  pay  for  it  in  bonds  of  the  county,  and 
they  are  well  assured  that  they  have  the  power  by 
law  to  do  so. 

Upon  these  facts,  the  plaintifi^  moved  for  a  pre 
liminary  injunction,  and  the  decision  of  the  court 
turned  mainly  upon  the  canstruction  of  certain 
statutes  of  Pennsylvania,  in  reference  ty  the  pow- 
ers af  the  county  commissioners,  and  of  the  coun- 
ty board,  which  last  mentioned  body  is  composed 
of  the  members  for  the  time  being  of  the  Senate 
and  House  of  Representatives,  from  the  city  and 
county  of  Philadelphia. 

By  the  laws  of  Pennsylvania,  it  is  provided  that 
without  the  consent  of  the  county  board  no  loan 
can  be  incurred  by  the  county  commissioners,  and 
that  such  county  board  must  regulate  the  terms  of 
the  loan  and  make  specific  appropriations  to  pay 
out  the  proceeds  thereof.  But  this  legislative  pro- 
vision was  disregarded  by  the  commissioners,  on 
the  ground  that  it  had  been  virtually  repealed  by 
the  Act  of  April  15,  1834. 

The  Act  which  is  said  to  repeal  the  one  erects 
ing  the  county  board,  is  the  general  "Act  relating 
to  cotmties  and  townships,  and  county  and  town- 
ship oflScers,"  passed  April  16,  1834,  which  in  its 
third  section  provides  that  counties  and  townships 
shall  have  capacity  as  bodies  corporate  for  certain 
enumerated  purposes,  and  by  the  fourth  section  de- 
clares that  "  the  corporate  powers  of  the  several 
coimties  and  townships  shall  b«  exercised  by  the 
commissioners  and  supervisors  thereof  respective- 


ly." It  is  argued  tjhat  the  words  ber^  quoted  im- 
ply a  repeal  of  the  Act  of  April  10,1884.     ?    ij.   . 

But  the  court  held  that  the  act  last  quoted  was 
by  no  means  inconsistent  with  that  previously  ci- 
ted, which  requins  the  consent  <rf  the  county 
board  in  case  of  lo,  ins,  but  that  the  tiwo  Acts  may 
well  stand  togothei .  j 

The  county  boai  d  wa.s  held  not  aiathorised  by 
the  Act  of  15  April,  1834,  "  to  tuke  tJ^  pl/ice  af  the 
county  commissisnprs  but  only  to  snperxn-^  them, 
and  consequently  tihe  subscription  nnfeanctioned  hj 
them  is  void.  Injunction  was  orden  d  upon  pbuo- 
tiflTs  giving  $1 ,000  security. 


Indiana. 

The  Evansritle,  Iidianapolis  Ond  Cleveland 
Straight  Line  Railroad.'' — We  noticfeby  the  Indi- 
anapolis papers  tqat  articles  of  association  have 


been  entered  into 
of  the  state  of  Ind 


under  the  general'  railroad  law 
ana,  by  Oliver  H.  Smith,  late 
president  of  the  Ir  dianapolis  and  Bc^lcfontaine  R, 
R.  company.  Wiilard  Campbell,  ijjq.,  of  Evans- 
ville,  and  their  associates,  with  a  capttal  of  $4,000 ,- 
000,  under  the  ab*ve  name,  toconstfTicta  straight 
line  railroad,  ft"oni  Evansville,  on  tjic  Ohio  river, 
by  way  of  Indianapolis  to  Union,  tie  only  points 
made  in  the  line.  The  object  of  tlje  company  is 
to  extend  the  through  line  from  Cleteland,  (about 
being  completed  to  Union)  on  the  Ohio  gauge,  from 
that  point,  on  the  same  gauge,  av6iding  reship- 
mcnts  through  thi  t  centre  and  capntlJ  of  the  state 
of  Indiana,  to  Evansville,  thesouth-jwestemcityof 
the  state,  on  the  <  ►hio  river,  about  a|60  miles  below 
Cincinnati,  250  iiiles  below  Ma^libon,  and  200 
miles  below  Louisville.  The  len^  of  the  line 
from  Cleveland  U  ■  Evansville  will  bejonly  420  miles. 
The  length  of  the  line  proposed  to  l»e  built  by  this 
company,  will  be  about  225  miles, rinniug  through 
the  heart  of  the  i  itate  of  Indiana  Icfngthwise,  and 
connecting  at  E 'ausville  with  thi^  business  and 
travel  of  the  Ohi<  river,  the  Wabasl  and  Erie  can- 
al, and  the  Nash  >'ille  and  Southern  railroads.  The 
great  importance  of  this  road  will  be  seen  at  once 
by  reference  to  the  map,  while  the  character  of 
the  men  engaged,  is  a  strong  guaraitee  of  the  suc- 
cess of  the  enterprise.  ^  ' 


NEW  YORK 

Lubricating  Oil  Manafacturing  Co. 

2  BROADWAY, 

S  AND  MANUFACfltlRERS  OF 

TENT  LUBRICATING  OIL, 

OK  MACBISBRT  AXb  pUAtLKOADS. 

xtensively  used  on  U>e  iprincipal  lUilrrtada 
ew  York  and  N.  E.  Stktes.  It  nuis  macbi- 
aery  with  letis  frictioni  thereby  enaMiiig  the  oonsumer  to  aoooiD- 
plish  more  with  the  saine  motive  power,  and  save  their  macUa^ 
r>'  froni  iinneces»ar>-  Ware.  It  is  entirely  t»f  fr<ini  G-iim,  and 
will  cleant^  and  dcstrt>.v  all  iiid  Gum  that  hal  accumulated  u}>uii 
Slides  and  Journals,  tty  the  use  of  l>ad  <>iL  %t  will  wear  \aoiget 
than  8i>erm,  and  is  ftini  thirty  to  tbrty  centf  a  gtSoa  cheaper, 
which  makes  a  great  kaving  to  the  coostKneri 
ap30  3m 


PROPRIETOI 
DEVLANSPJ 

FOR  ALL  KIKI 

THIS  OIL  18  now 
in  Penn-sylvania.  ' 


Kmpp^s 
BEST  CAST  STEEL. 

Which  obtaiood  the  Council  Medal  at  the  I#>n<iott  £xhibitiao  ■ 
j  1861. 

Wmranted  t/n\ipproccha/>le  a.t  to  Qattity  and  Size. 

PLATERS  and  ot))er  Cast-8tetl  Rollers,  iof  any  dimensions 
not  ezceedini;  sii  fieet  long  by  ei^teen  |>cbee  diametc-r. 
Piston  Rode  and  sbaft.'  tor  Steam  Engine*. 
Railway  and  other  Axles,  Cranks,  Springsjand  Tyres. 
Cannon,  Rifle  and  pun  Barrels.  1 

Mint  and  other  Rojuig  Millg  .J  i 

— Partioularty  applicable  *r— 
Engravers'  TransM-  RoUenand  Plat»  ;  Be-sinkers',  Tool-m» 
kers.  Reed  and  Lace^MakerB'  use  ;  Drodginf  Chains,  etc  .  etc. 
Manu&ctured  at  E^len,  in  Rhenish  Prussia,  by  Fukd    K^vrr 
Agents,       TUOMX9  PB.OSSS:  R  *.  SO  H, 
ap30  '^  Piatt  ttreet,  ^cw-  York 

'    ft     .     ill  ^  i 
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AMfSRICAN    RAILROAD    JOFRNAL. 


BRIDGEWATER  PAINT, 

FOR  WOOD,  BRICK  AND  IRON  BUILDINGS, 

Steam  and  Canal  Boats, 

OR  ^ 

For  all  kinds  of  Work  above  and  mder  water. 
PERFECTLY  SPARK  AND  CINDER  PROOF, 

On  Kooft  of  Houses,  and  Dccka  of  Steamcrn,   RailroaJ   ami 

other  Bridge?. 
For  sale  in  Bbls.,  800  and  400  lbs.,  and  Kegs,  25,  50  and  100  lbs. 
R.  BOGERT,  General  Agent,      ' 
BeixA :  125  Pearl  and  78  Beaver  ste..  New  York. 

GENERAL  RillROlS  SUPPLY  AGINTS, 

AND 

FORWARDING  MERCHANTS, 

ALSO, 

Agents  for  the  Saugatnck  Iron  works, 

NO.  38  EXCHANGE  PLACE, 


OFFER  their  services  for  the  Purchase,  Inspection  and  For- 
warding of  Railroad  Iron,  Chairs,  Machinery,  etc.  Orders 
are  invited  for  Locomotive  ami  Stationary  Engines.  Passenger 
and  Freight  Cars,  Machinists'  Tools,  Spikes,  Chafrs,  Switches, 
Frogs,  etc.  ;  also.  Locomotive  Tires,  BO,  or  Lowmoor  pattern, 
which  will  be  executed  at  Manuikcturers'  prices. 

Engine  Waste,  Coctoti  and  Hemp  Packing,  Bell-rope,  Car  and 
Switch  Locks,  Locomotive  Lamps,  etc.,  etc.,  constantly  on  hand. 

REFERENCES 
Rogers,  Ketchuni  &  Groevenor, 
Phelps,  Dodge  &.  Co., 
Ketchimi,  Rogers  Si  Bement, 
N.  L.  &  G.  Oris  wold, 
Illinois  Central  R.  R.  Co.,  and  others. 

Reed,  Chadwick  &  Dexter, 

E.  Chadwick,  Esq.,  Treasurer  of  the 

Merimack  Mills, 
Keto  York,  April  30, 1863. 

Railroad  Iron. 

Q/~\/~\/^  TONS  superior  quality,  delivering  from  April  fbr- 
OUv/ V/  ward,  with  6  to  600  toni 


1 

)  New  York. 


Boston. 


12tf 


I  tooa  per  month,  for  sale  by 
NAYLOR  ic  CO., 
W  4c  101  John  street 


Wm.  Swinbnrne, 

LOCOMOTIVE  ENGINE  BUILDER,  Paterson, 
N.  J.,  is  preparrd  to  execute  orders  for  Freight 
and  Passen^r  Engines ;  also.  Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
aJl  the  modern  improvementu,  etc.  6tf 


To  Contraetors. 


fi«n 


SEALED  PROPOSALS  will  be  received  aS  the 
Engineer's  oflSce  of  the  Lexington  and  Big 
Sandy  Railroad,  in  Mt.  Sterling,  Ky.,  until  Aug. 
10th,  at  sun  down  for  the  graduation  and  masonry 
of  the  whole  of  said  Railroad,  a  distance  of  125 
miles.  Bids  will  be  received  for  any  number  of 
sections,  the  company  reserving  the  right  to  reject 
all  propositions,  if  none  are  satisfactory. 

Propositions  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  runs  through  some  of  the  finest  por- 
tions of  the  State,  the  facilities  for  the  supplies  of 
every  kind  being  very  abundant. 

Plans  and  specifications  may  be  seen  at  the 
oflice  after  July  Ist. 

J.  B.  WESTBROOK,  Chief  Engineer. 

Portland,  April  9,  1863. 


A.  Whitney  Sl  Son, 

PHILADELPHIA,  PA., 

MANUFACTURERS  of  Chilled  Railroad  Wheels 
for  Cars  and  Locomotives.  Also  furnish  Wheels 
fitted  complete  on  best  English  and  American  Rolled 
and  American  Hammered  Axles.  31tf 


Dudley  B.  Fuller  Sl  Co., 

IRON   COMMISSION    MERCHANTS, 
Si:  139  GELEENWICn  STREET, 
WBW  YORK, 


Blake  &  Parkin, 

MEADOW  STEEL  WORKS, 

SHEFFIELD, 

iNvsNToas  or 

CORE-ANNEALED  CAST  STEEL, 

A  most  Important  Improvement  \n  CAST  STEEL, 
oridnating  with  B  &  P  ,  for  SCREW  TAPS,  PIS- 
TON RODS,  ENGRAVERS  to  CALICO  PRINT- 
ERS, SILVER  and  GOLD  ROLLERS,  etc..  etc  , 
warranted  to  harden  by  ordinary  process  without 
breaking,  being  sofi  in  the  centre  to  any  required  dia 
ameter,  and  hard  to  any  specified  depth  from  the  out- 
side. 

HARD  CENTRE  CAST  STEEL, 

J'or  DIES,  LATHE  CENTRES,  MINT  PUR- 
POSES, etc.,  etc.,  warranted  to  harden  the  Inside 
without  breaking,  (the  eutside  remaining  soft.) 

HARD  AND  SOFT  SURFACE  CAST  STEEL, 
In  Bars  and  Sheets,  hard  on  one  or  both  side!>,  and 
soft  in  the  centre ;  or  soft  on  one  or  both  sides,  and 
hard  in  the  centre,  and  adapted  for  a  variety  of  pur- 
poses, as  MACHINE  Ki^IVES.  SLIDE  BARS, 
PLOW  KNIVES,  PLAMNG KNIVES,  ROLLER 
BARS  for  Beating  Engines  fur  Paper  Makers,  etc. 

l::^  This  peculiar  Steel  is  quite  SOLID,  and  it  is 
quite  malleable,  and  draws  down  under  the  Hammer, 
still  retaining  the  difierence  of  hardness.  When  hard- 
ened, the  hard  part  is  left  very  hard,  while  the  soft  is 
left  j  ust  harder  than  common  iron. 

THE  REPORT  OF  THE  JURY  OF  THE 

"EXHIBITION  OF  ALL  NATIONS." 
Class  21,  Page  486: 
"  The  attention  of  the  Jury  was  particularly  called 
to  one  novelty  exhibited  by  Messrs.  BLAKE  A  PAR- 
KIN, of  SHEFFIELD,  consistmg  of  the  union  of 
7^0  qiuUUies  of  Coat  Steel,  hard  and  soft,  in  the  aame 
article ;  manufactured  with  much  skill,  they  have  no 
reason  to  doubt  that  the  process  is  peculiar  to  the 
Exhibitors," 

A  PRIZE  MEDAL  WAS 

AWARDED   TO 

MESSRS.  BLAKE  &  PARKIN. 

N.  B.— 7%e  Inventors  mark  oil  their  Gooda  with 
their  Cobporatk  Mark— X.  L.  ENT. 

Also,  Cast  Steel  German  and  Spring  Steel,  war- 
ranted Cast  Steel  Files,  Saws,  etc. 

GEO.  SANDERSON, 
248  Peailst.,  N.  Y. 
February  9,  1853. 

Wilklnson^s 
EXPLOSIVE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

W  COURTLANDT  STREET. 

THE  EXPLOSIVE  RAILWAY  SIGNALS  are  rimilar  to 
those  usetl  in  Eiijrlan<l,  iiiid  from  experience  are  found  to 
be  much  better.  Tliey  an-  no  constructed  that  the  movement  at 
an  Engine  over  them  at  any  f<i>efd,  will  cause  an  eiploeion  that 
cannot  be  mistakea  In  the  niifht,  tram  this  same  cause,  there 
will  be  a  bright  flash,  which  will  be  so  vivid  that  it  cannot  be 
passed  unnoticed. 

THIS  WILL  BE  FOUND  ONE  MORE  PRETENTIVE 
OP  COLLISION.  It  IS  orten  the  case  that  during  a  fog  oroiow 
storm,  a  train  cannot  be  wame<l  of  its  danger  by  a  flag  or  laotem, 
and  in  such  instances  they  are  invaluable. 

They  are  imixjrvious  to  water,  and  win  keep  their  ezplcsive 
property  any  number  of  years.  They  can  be  handled  and  carried 
with  safety,  it  requiring  a  heavy  blow  to  explode  them. 

January,  20, 185a 

Superior  Cast  Iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  CAST  IRON  PIPES  required  by  GasH  or 
Water  Companies,  Corporations,  etc.,  delivered  in  any 
Seaport  in  the  Union,  on  reasonable  tertns.    These 
Pipes  are  cast  on  the  most  approved  principle  by  the 
best  Founders  in  Scotland,  from  a  superior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  the  Pipes,  can 
be  obtained  on  application  to  the  Agent  in  New  Vork. 
WILLIAM  ROY,  Junr., 
21  Renfield  at.,  Glasgow, 
Scotland. 
J.  M.  EADIE,  Agent, 

ae  Front  St,  New  York.  lyW 


<tO^C\C\  f\f\(\  PERU  and  INDLANAPO- 
«pOUv/«UUW  LIS  RAILROAD  FIRST 
MORTGAGE  CONVERTIBLE  SEVEN  PER  CENT 
BONDS. 

We  offfer  for  sale,  at  reasonable  rates,  3800,000 
of  the  7  per  cent  1st  Mortgage  Convertible  Bonds 
of  the  Peru  and  Indianapolis  Railroad  Company, 

Forty  miles  of  this  road,  lying  between  Indian- 
apolis and  Tipton,  is  now  completed  and  in  opera- 
tion. The  Madison  Road  operates  the  same.  The 
residue  of  the  line  to  Peru,  32  miles,  will  be  com- 
pleted and  in  operation  by  the  1st  of  November 
next. 

The  entire  Road  will  cost,  when  completed  and 
equipped,  about  SI  ,200,000. 

The  available  stock  subscription  is  829,000. 
The  mortgage  debtisbutSCOO.OOOin  all,  the  above 
being  a  part  thereof.  The  Road  owes  no  other 
debt. 

This  Road  is  advantageously  located,  connect- 
ing at  Indianapolis  with  the  Madison  road  (of 
which  it  is  a  direct  extension  northwardly)  and  the 
other  roads  there  centering. 

At  Peru  it  connects  or  intersects  with  the  Wa- 
bash and  Erie  Canal,  and  it  will  shortly  be  ex- 
tended to  the  Fort  Wayne  and  Chicago  Road  at 
Warsaw. 

It  traverses  a  region  of  great  fertility  and  pro- 
ductiveness, having  no  other  outlet  to  a  market. 
Ita  local  business  alone,  will,  it  is  thought,  yield  a 
handsome  support. 

Pamphlet  exhibits,  with  maps  of  the  work,  and 
any  other  more  detailed  information  desired,  will 
be  furnished  on  application  to  the  subscribers. — 
New  York,  April  7,  1863. 

WINSLOW,  LANIER  &  Co.,  No.  52  Wall-st. 

To  Surveyors  and  Engineers. 

A  MAN  of  science,  and  thoroughly  acquainted 
with  surveying  and  civil  engineering,  wishes 
a  situation  with  some  good  practical  engineer. 
Address  "  H.  W.,"  this  office.  3*13 


Iron  for  Machinists. 

THE  SUBSCRIBERS. 

IMPORTERS  AND  DEALERS  IN 

IRON  AND  STEEL, 

HAVE  constantly  on  hand  a  good  assortment  of 
iron  and  Steel,  expressly  adapted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS, 

AND   MACHINISTS    GENERALLY. 
ELLIOTT  &  HOLDBN, 
Feb.  16,  18R3. 90  Reekman  st ,  N  Y. 


Fire  Brielis. 

SCOTCH  Patent — for  sale  in  lots  to  suit  purchas- 
ers, by  G.  O.  ROBERTSON, 
135  Water  street,  corner  of  Pine, 

NAVOmh-M- 10.  10K'  'V»>i-   Vork. 


Wrought  Iron  Wheels ! 

THE  SUBSCRIBER,  Sole  Agent  in  the  United 
States  for  the  Union  Foundry  in  England,  is 
prepared  to  take  orders  for,  and:o  furnish  promptly 
Wrought  Iron  Wheels  at  a  low  cost,  of  a  superior 
quality,  for  Railway  Cars.  These  wheels  are  ex- 
tensively used  in  England,  and  are  already  in  use 
on  several  important  railroads  in  America.  Sam- 
ples of  them  can  be  seen  at  34  Broadway,  Neir 
York,  and  9  Liberty  Square,  Boston. 
4t  13  WM.  BAILEY  LANG. 


Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  office  of  the  Cleveland  and  Pitts- 
burgh Railroad  Company,  in  Wellsville,  from  the 
first  to  the  tenth  of  May  next,  for  the  gradation 
and  masonry  of  thirty- nine  miles  of  the  Wheeling 
extension  of  the  Cleveland  and  Pttsburgh  Railroad, 
from  the  mouth  of  Yellow  Creek  to  Bridgeport, 
opposite  Wheeling. 

Plans,  profiles  and  specifications  will  be  exhibit- 
ed and  all  requisite  information  given  at  the  ofSce 
of  the  Company,  in  Wellsville. 

By  order  of  the  Board  of  Directors. 

C.  Prentiss,  President. 
J.  Linton,  Chief  Engineer. 
Office  of  the  C.  &  P.  R.  R., 

Cleveland,  April  8tb.,  1868. 


:'-,^i»!t«|»W.\*«i 
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Brass  Tubes  for  JLoeomotiTe  & 
Marine  Boilers. 

THE  underaigDf  d,  having  been  appointed  agent  for 
the  highly  respectable  maniuacturers,  Messrs. 
Allen,  Everett  <fc  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia 
meters  for  Marine  and  Locomotive  Engines.  Ihcse 
Tubes  are  found  to  answer  well,  and  bre  now  in  most 
seneral  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out,  realize  about  half  the  amount 
lor  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
March  2d.  1R63.  90  Reaver  at. 


Railroad  Iron. 

THE  undersigned,  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Bails,  of  the 
usual  pattern  and  weights,  to  be  delivered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  Metals  generally, 
through  the  medium  of  his  friends  in  London. 
For  terms,  apply  to 

JOHN  H.  HICKS, 
April  1, 1863.  90  Beaver  st, 

American  Railway  Agency, 

lOB  THB  PUBOHASE,  ON  OOMMISSION,  OV 
ALL  ARTICLES  REQUIRED  BT 

RAIIiROAD    COMPANIES. 

Ofllce,  12  Farquhar  Bufldii^i^ 

Philadelpliia. 
Engineering. 

r[E  UnderMgned  is  prepared  to  flimish  Speciflcatioos,  Esti- 
mates and  Plans,  in  general  or  detail,  of  Steamshipe,  Steam- 
boats, Propellers,  High  and  Low  Pressure  Engines,  BoiJers,  Mill 
Work,  etc..  etc.  Particular  attention  given  to  the  procuring  and 
Bupenntending  of  Locomotives,  Tenders,  Cars,  and  Railway  Mar 
chinery  of  every  descriptioa 

General  Agent  Ashcroft's  Steam  Gauge,  Allen  &  Noyes'  Me- 
tallic SelFadjusting  Conical  Packing,  Dudgeon's  Hydraulic  Jack, 
SewalPs  Salinometers  etc,  etc,  etc 

Acts  as  Agent  fbr  the  purcbaae  or  sale  o^  and  has  always  on 
hand,  Steamers,  Locomotives,  Engioea,  Boilers,  Machinery,  etc. 

CHAS.  W.  COPELAND, 
OmtuUing  Engineer, 
lylT  64  Broadway,  N.  Y. 

Cliarles  W.  Copeiand, 

Steam  Marine  and  Railway  Engineer, 
64  Broadway,  New  York. 


Notice  to  Contractors. 


PROPOSALS  will  be  received  at  the  OflSce  of 
the  Fort  Wayne  and  Chicage  Railroad  Com- 
pany in  FORT  WAYNE,  until  noon  on  Friday,  the 
20th  of  May  next,  for  the  Bridging,  Grading,  and 
delivering  of  Cross-ties  for  said  Road 

PLANS,  PROFILES  and  SPECIFICATIONS 
will  be  exhibited  at  the  OflSce  three  weeks  prior  to 
the  day  of  letting. 

This  line,  One  Hundred  and  Fifty  miles  long, 
embraces  much  heavy  work,  is  well  suited  for  pro^ 
secution  in  winter,  and  is  divided  into  sections  of 
from  one  to  six  miles  in  length,  and  may  be  bid 
for  singly,  or  for  the  entire  work. 

J.  R.  STRAUGHAN, 
Chief  Engineer. 

To  Railroad  Co^s,  l^ocomotiTe 
Buiiders  and  JBng^ineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's Steam  Gauge,  would  recommend  their 
adoption  by  those  Interested.  They  have  been  exten- 
■ively  used  on  Railroads,  Steamers  and  Stationary 
Boilers,  where,  from  their  accuracy,  simplicity,  and 
nonUaDility  to  derangement,  they  have  given  perfect 
■atitfaction.  In  fact,  for  Locomotives,  they  are  the 
•sly  reliabU  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
Conaulting  Engineer,  64  BrtNtdway. 


Hoole,  Stanifortb  Sc  Co., 

MINERVA  WORKS, 
SHEFPIFLD, 
Sfeel  Converters  and  Refiners ; 
Manufactiu-ers  of  Improved  Cast  Steel  Engineer 
ing  and  Hachme  Files ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammera, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stanUy  on  hand  by         RICHARD  MAKIN, 
Agent  for  the  Manuiaciurers, 
43  24  Broadway. 


Pease  &>  Murpliy, 
FULTON    IRON     WORKS, 

FOOT  of  Cherry  st.,  E.  R.    Office,  27  Corlears, 
corner  of  Cherry  st.    Manufacturers  of  Land 
and  Marine  Engines. 
N.  B.  -  Bncines  and  Boilers  repaired.  6tf 


Notice.  . 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Girard  building,  No.  50  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  its  branches,  in  a  superior 
manner.  Having  the  best  artists  and  workmen 
employed,  he  can  freely  warr^mthis  work  as  equal 
to  any  in  the  trade. 

Publishers,  civil    engineers,    machinists,    and 
others  requiring  lithographs,  plain   or  in  colors 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch. 

DAVID  CHILLAS, 
Apl  Im  60  South  Third  street 

Trautwine  on  R.  R.  CnrVes. 

By  John  C.  Trautwine,  Civil  Elngineer, 
PhUcAlclykia,  Pa. 

JUST  published,  accompanied  by  a  Table  of  Nat- 
ural Sines  and  Tangents  to  single  minutes,  by 
means  of  which  all  the  necessary  calculations  may 
be  performed  in  the  field. 

This  little  volume  is  intended  as  a  field-buok  for 
assistants ;  and  will  be  found  extremely  useful,  aa 
\i  contains  full  instructions,  (with  wood  cuts)  for 
.aying  out,  and  adjusting  curves;  with  Tables  ol 
Angles,  Ordinates,  etc.,  for  Curves  varying  from  13 
miles,  down  to  146  feet  Radius. 

A  portable  Table  of  Natural  Sines  and  Tangents 
to  mmutes,  has  for  a  long  time  been  a  clesideraum 
ambng  Elngineers,  independently  of  its  use  in  lay- 
ing out  curves. 

The  volume  is  neatly  got  up  in  duodecimo;  an. 
handsomelybound  in  pocket-book  form. 

Sold  by  Wm.  Hamilton,  Actuary  of  the  F>>  \k- 
lin  Institute,  Philadelphia.    Price  $1. 

Also,  "  TraulvniWi  Method  of  Caicviatin^  JSx- 
cavation  and  Enb^nkvient." 

By  this  method,  which  is  entirely  new,  (being 
now  made  known  for  the  first  time)  the  cubic  con- 
tents are  ascertained  with  great  ease,  ^nd  rapidity, 
by  means  of  diagrams,  and  tables  of  level  cuttings. 
Thin  octavo;  neatly  half  .bound,  $1,  For  sale  by 
Wm.  Hamilton. 

Jane  28,  1851. 

To  Railroad  Companies,  Car 
Builders,  Maeliinists,  etc. 

SINGER,  HARTMAN  &  CO., 
SHEFFIELD  IRON  AND  STEEL  WORKS, 

PITTSBURG,  Pa. 
Warehouse  Nos.  109  Water,  and  140  Front  sts. 

HAYING  completed  their  arrangements  for  man- 
ufacturing Car  and  Locomotive  Axles,  Piston 
Rods,  Wrought  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  are  prepared  to  ofiar  mducements  aa  to  qual- 
ity and  price.  They  also  manufacttu* 
Boiler  Plate  and  Rivets,  ^\^  %^-: 

Railroad  and  Boat  Spikes,  .  i\i S^"-''' 


Fulton  Car  JManufactory, 

CINCINNATI,  OHIO. 

GEORGE  KECK  would  respecifn%  call  the  at- 
tention  of  RaiJrbad  Companies  in  the  West  and 
South  to  hiseBtiblishment  at  Cincinnati.  Hie  facil- 
ities for  manutacturlng  are  extensive,  amd  the  means 
of  transportation  to  Qinerent  points  speedy  and  econ- 
omicaL  He  ie  prepared  to  execute  t«  order,  on  short 
notice.  Eight-wheeled  Passenger  Cars  of  the  most  su- 
perior description.  JOpen  and  Coveied  Freignt  Cars, 
Pour  or  Eight-wheef  Crank  ano  Lever  Hand  Cara, 
j'rucks.  Wheels  andj  Axles,  and  Railroad  Work  gen- 
erally. , 
Cincinnati.  Ohio,  p'ebruary  9,  1853. 


etna  Safety  Fuse. 

THIS  superior  article  for  igniting  the  charge  in  wet 
or  dry  blasting,  made  with  UUPONT'S  t>e8ipow- 
der,  is  kept  for  sale  at  the  office  and  depot  ol 
RETiTNOLDS  Si  BROTilJBR, 
j  X^So^  Manufacturer*,^^ 

'  No,  85  Liberty  St. 

NEW  YORK. 
And  in  the  principal  cities  and  towns  in  the  U.  Suiea. 
i3-  The  Premiurti   of  the  AMERICAN  INSTI- 
TUTE  wi^8  awarded  to  the  Etna  Sq/$tv  Puae  at  th« 
tate  Fair  heldi  n  thia  city. 

NoviiTh«r  .{     IS4^.  ,       ly 
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Geriird  Ralstoii, 


TOKEN  HOUSE  YARD,  LONDON, 

OFFKES    aia    BXBVICBS   rOB   tUK 

PURCHASE  AND  SALE  OF 
AMFRlCAf^    SECURITIES, 

COLLECTION  OF  DlVlDSNDcj, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Chairs,  or 

any  kind  of  Machinery. 

REFERENCES:    ^1 
Messrs  Palmer,  McKiUop,  Dent  &  Co.,  London. 

"        Greorge  Peabvdy  dL  Co.  London. 

"        Curtis,  Bbuve  dk  Co,  Boston. 
Richard  Irvin,  Etq.,  ^lew  York. 
Robert  Raision,  Esq  ,  Philadelphia. 
C.  C  Jamieson.  ii^sq.,  Baliimore.  3b 

rirsrinia  LtocomotiTe  and  Car 
Works. 

Wolfe  Street  and  River  Potomac,  Alexandria  Va 
SMITH  &   PERKINS,   Proprietors. 

'manufactube 
Locomotive  £n|;ines  and  Tendera, 
Marine  and  StalUonary  Engines  and  Boilers 
Chilled  Car  Wheels  and  Axle* 
Patent  Chilled  and  Wrought  Slip.tire. 
Machinery  and  Castings  generally. 
The  undersigned  having  erected  very  extensive 
shops,  and  procut^ed  the  most  modem  machinery 
and  tools,  are  prepared  to  execute  orders  tor  Loco- 
motive Engines,  Cars,  and  Machinery  of  all  kinds, 
with  despatch,  and  on  the  most  lavorable  terms 
R.  C.  SMITH, 
La  t<^f  the  Alexandria  Iron  Works 
THATCHER  PERKINS, 
Uate  Master  of  MkchlBery  on  the  Balu  &  O  r'r. 
Julvaa  1861     I  , 

CAUTION. 


Car  and  Locomove  Springs, 

"  "  SpringSteel, 

Solid  Box  Tlccs,  etc.,  etc. 
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India-rubber  Car  Springs. 

AN  advertisement  having  lately  appeared  in  tb* 
pubUc  papers,  signed  H.  H.  Day,  claiminc  to 
have  received  trom  the  American  Inautute,  thepre- 
mium  for  the  best  India-rubber  Car  Spring  the  sub- 
scribers think  it  well  for  the  satisfaction  of  their 
friends  and  those  interested,  as  well  as  for  the  pur 
pose  of  exposing  fkise  ataitnients,  to  publish  the  fol- 
lowing Diploma,  lately  awarded  to  F.  M.  RAY  the 
inventor  of  the  Spring.  The  original  of  which' can 
be  seen  at  the  office  of  the  company.  No.  104  Broad- 
way, New  York. 

Diploma— Awarded  by  the  American  Institute  to 
F.  M.  RAY  ,  for  the  best  India-rubber  Car  Spring 
A  Gold  Medal  hating  been  before  awarded 
Signed,  |      JAMES  TALLMADGK, 

MM  „        ..      «    .  Proakent. 

N.  Mum,  Recording  Sec'y. 
Adovimam  Chaxdlbr,  Cor'g.  Sec'r. 
New   York,  Ocu,  1851.  '  | 

New  England  Car  Spring  Co.,  Now  104  Browlway 
New  Yort.  7t£.  ' 
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PATENT 

Itocomotlre    Steam   Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &  Lowell, 
Pail  River,  Vt.  Valley,  Vu  and  Mass.,  Old  Colony, 
New  York  and  New  Haven,  Providence,  Hartford 
and  Fishldll,  Western,  Mass.,  New  York  and  Erie, 
Boston  «fid  Worcester,  Connecticut  Biver.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Macliinesiu  use.                          For  sale  by 
BRIDGES  A  BROTHER,  Agts., 
64  Courtland  St.  JVew  York. 
Jannary  20,  1853. 

Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
oflSce  of  the  Clinton  line  railroad  company,  in 
Hudson,  Ohio,  until  the  20th  day  of  May  next,  for 
the  grading,  masonry,  bridging  and  superstructure 
of  their  entire  road,  from  Hudson  to  the  Pennsyl- 
vania state  line. 

Plans,  profiles,  and  specifications  will  be  exhib- 
ited, and  all  requisite  information  given,  at  the 
office  of  the  company,  in  Hudson,  on  and  after  the 
10th  day  of  May  next. 

By  order  of  the  board  of  directors.  I 

H.  N.  DAY,  president. 
W.  B.  BRmSMADE,  engineer. 
Hudson.  March  29,  1863. 


Toledo,  Norwalk  and  ClevC' 
land  Railroad. 

OPEN  through,  completing  the  last  link  in  the  chain  of  Rail, 
roads  between  New  York,  Boston,  Philadelphia,  Baltinrare 
and  Washington  City  and  Chicago. 

The  only  route  by  which  the  dangers  of  Lake  Navigation  are 
entirely  avoided. 
The  quickest  and  best  route  lietween  New  York,  Boetoii  and 

Philadelphia  and  St.  Loui><. 

On  and  after  Monday,  April  11, 
1863,  Passenger  Trains  will  run 

daily  (Sundaya  excepted)  as  fol- 

towa: 

THROUGH  TRAIN8.  j 

Leave  Toledo  at  6.00  A.  M.  and  10.00  P.  M. 
Leave  Cleveland,  9.20  A.  M.  and   8.30  P.  M. 

BELLETUE  TRAINS,  , 

Leave  Norwalk  for  Bellevue  at  8  A.  M.  I 

Leave  Bellevue  for  Cleveland  at  2  P.  M,  ' 

Night  Trains  will  not  atop  at  Townseod,  Camden  or  Cb'de,  ex- 
cept to  leave  Passengers. 

CONNECTINCr  DIRECTLY 
AT  TOLEDO— With  Trains  of  Michigan  Southern  Railroad  for 
Chicago  and  the  West,  an<l  forming  a  line  in  connection  with 
the  Chicago  and  Rock  Islanai  Railroad  and  Steamers  oo  Il- 
linois River,  to  St.  Louif. 
AT  BELLEVUE— With  Trains  of  Mad  River  and  Lake  Irie 

Road  for  SanduBky  City,  Dayton,  Cincinnati,  etc. 
AT  MONROEVILLE— With  Sandusky,  MansfleW  and  Wewark 
Railroad,  for  Sandusky  City,  Shelby  Junction,  Cohimbus 
Newark  and  Zanesville. 
T  GRAFTON— With  Cleveland,  Columbus  and  Cincinnati  roed, 

for  Cleveland,  Shelby  Junction,  Columbus  and  CincitmatL 
T  CLEVELAND— With   Lake  Shore  Road,   tor  Pittsburgh, 

Wheeling.  Philadelphia,  Baltimore  and  Washington  City. 
■^  Freight  forwarded  promptly  at  fair  rates.        ' 

E.  B.  PHILLIPS,  tup't. 
Superintendent  a  Office  T.,  N.  4"  C.  RR.,  > 
NorucaUt,  P.,  April  8, 1863.      S 


Notice  to  Contractors. 

HANNIBAL  AND  ST.  JOSEPH  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  undersigned,  in  the  oily  of  Han- 
nibal, Missouri,  until  the  twentieth  day  of  April, 
for  the  graduation,  masonry  and  bridging  ot  25 
miles  of  said  road,  extending  west  from  Hannibal. 
Proposals  will  also  be  received  at  our  office,  in 
the  city  of  St.  Joseph,  Missouri,  until  the  teotbday 
of  May,  for  the  graduation,  masonry  and  bridging 
of  25  miles  additional,  extending  east  from  St.  Jo- 
seph. The  remainder  of  the  line,  extending  a  dis- 
tance of  over  150  miles,  will  be  placed  under  con- 
tract as  soon  as  the  same  can  be  prepared  by  the 
engineers. 

This  line  embraces  some  very  heavy  excavations 
and  embankments,  and  several  large  bridges. 

Plans,  profiles  and  specifications  will  be  ready 
Jit  each  place  one  week  previous  to  the  letting, 
DUFF  &  LEARNED, 
Contractors  S.  and  St.  J,  B&, 


Tlie  American  Kailroad  Cliair 
Mannfteetoringr  Co. 

IN  POUGHKEEPSIE,  N.  Y,, 


ARE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

Bv  use  of  the  Waouonr  laow  Chais,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ot  the 
chair  being  set,  by  means  of  a  sledge  or  nanuner, 
close  and  nrmly  to  the  flange  of  the  rail. 

The  less  thicknessof  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessarv  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  laoN  Chairs. 

Our  Chair*  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  aU 
are  uniform  and  alike. 

Our  Chair«  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buffalo  and  Rochester,       Tioga,  " 

iVorthem,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreial,  BnfiUo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,     Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 
January  1,  1863. 


■  AIIIOIB  HOB. 

mHB  uodersicned,  fhxn  thsir  loof  enKafSiiMBts  with  the 
JL  Manoltetaren  oTO  L  Iron,  feeitat  themselTM  sndiMBtty 
quallflwl  to  assist  Ballwaj  Oompaoles  in  America,  and  Qentl*> 


man  prooesdinc  to  InglsDd  fsr  the  pnrpos*  of  poraiiasinf  Rail- 
road or  olta«r  Irao,  tender  their  aerrVees  free  of  any  uai(«| 
and  invite  oocnmmdeatlans  either  pereonal  or  bj  lettar. 
AddrsM  JOHN  H.  AUSTIN  *  00., 

a  Insiam  Govt,  Vtuetoreh  Btraet 
ManfaB,ia8ll  UWMII. 


■■  IMf IS  &  wnvf 
SBUBFFUBLD,  ENCLAMI, 

Wannfhctnrers  of 

WAKRAMTKD  Cast  Steel  of  raperior  gsality  Ibr  Tods, 
Machinery  and  Engineering  purpoaea.  ftagie  ana 
Doable  Shear,  Blister,  Ctennan,  Sprinc  and  Sheet  Steel  tttrrmy 
deacriptioo ;  also,  Oast  Steel  Files  of  hi^  repaUtion,  spaeiaQy 
adapted  tor  Chs  oas  of  Machinists,  and  JSsws  aadBdM  lMi«< 
air-  ■ 


USB 


stocks  of  t)M  sbeva  foods 


OHAS.  OONCRtlTB,  A« 
W  Mai4»-l«>e,lr«wTaJk. 
ihaad. 


SIMXOH  DRAPER,  No.  4B  Pine-sU,  offers  for  sale,  a  variety 
of  RAILROAD  BONDS  and  STOCKS  ;  also  CITY,  TOWN 
and  COUNTY  BONDS,  among  which  ar*-> 
iBt  Mortgage  Convertible  Bonds : 

PaycMt  in 
7  perct— BuAdo,  Coining  and  New  Yoric 

B.  B. New  Yorlc,  1867 

7  per  ct— Western  Vermont  K.  B "      1861.71 

7  per  ct. — Columbus,  Piqua  and  Indiana.  .  .        "  1802 

7  per  ct.— Catawiaaa,  WilliamiJport  and  Erie.        "  1867 

8  per  ct — Peoria  aud  Oquawka. "  1863 

6  per  ct.— Maysville  and  Lexington "  1870 

0  per  ct— Dauphin  and  Susquehanna  Coal  Co.        "  1877 

Ist  Mortage  Bonds : 

7  per  ct — Comuig  te,  Blossburg "  1873 

7  per  ct— Buffalo  and  New  Yorli  City "  1866 

7  per  ct— Mansfield  aud  Sandusicy "  I860 

7  per  ct— Toledo,  Norwalk  and  Cleveland.  .        "  1861 

7  per  ct— Vormoot  VaUey "  1861 

7  per  ct— New  Jersey  Central "      1860-70 

7  per  ct— Brunswick  Caiial  Co "  1867 

7  per  ct— Troy  and  Bennington. Troy,  N.T.  1862 

Alao,  second  Mortgage  l>oDds  of  many  of  the  above  companied, 
and— 
7  per  ct— Saratoga  and  Washington  B.  B.New  Yorlc,  1862 

7  per  ct— Troy  aud  Boston "  1864 

7  per  ct — Muscogee  Bailroad Savannah,  "iMfi 

7  per  ct— Huron  and  Oxford New  York,  1862 

10  per  ct— Manstield  and  Sandusky  B.  B.  Co.        "      1865-57 
7  per  ct— Tovraship  of  Portland,  Ohio.  ...        "  1862 

7  per  ct — City  of  Day  ton,  Ohio,  guaranteed  by 

Mad  Biver  B.  B. "  1861 

10  per  ct— City  of  Keokuk,  Iowa Keokuk,  186U 

7  per  ct— Town  of  Huron,  Brie  county,  Ohio.    Huron,    1861 

7  perct — Town  of  Newark,  O New  York,  lb60 

7  per  ct — City  of  Sandusky,  convertible  into 

Junction  B.  B.  Stock. "  1866 

7  perct— State  of  Oahforuia. '<      130-72 

7  per  ct— Mortgage    bonds  of  the  Atlantic 

Steambhip  Co. "  1855 

12  per  ct— Iiwrovement  Scrip  of  the  State  of 
Wiscoosin   for   improvement  of 

Pox  Biver "  1862 

Rutland  and  Whitehall  Stock,  with  guarantee  of  7  per  cent 
dividend  by  Saratoga  and  Washington  Railroad. 

Stock  m  Uie  Western  Vermont  B.  B.  Oo.      or-   ,   ■.'  ' 
Stock  m  the  Mad  River  K.  K.  Oo. 
Stock  in  the  Buffalo,  Corning  aud  New  York  B.  B.  Co. 
Stock  in  the  Mansfield  and  Sandust^  B.  B.  Co. 
Slock  in  the  New  York  and  Virginia  Mail  Steamship 
Company,  paying  20  per  cent  dividends. 


Railroad  Iron. 

ir^WW^  TONS  Best  Staffordshire  Bails  for 


by 


12tf 


sale  on  early  delivery  in  Liverpool 
NAYLOR  A  CO., 
99  JohnftiMt. 


Tbe  Cold  Spring  Iron  Works 

INCORPORATED  IN  I84a 

IN  the  Town  of  Otis,  Coimty  Berkshire,  Massachu- 
setts, manufactiues  CAR  AXL£S,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manulacture  of 
LOCOMOTIVES  and  CARS  ;  also,  BAR  IRON  of 
ah  descriptions.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  being 
situated  in  a  region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equal, 
if  not  superior,  in  quality  and  finish  tu  any  in  the 
market.  They  solicit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  be  promptly  attended  to  :  and  execut- 
ed on  terms  as  advantageous  as  can  be  had  elsewhere. 

Thev  refer  to— 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 
road, Salem,  Mass. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Conn. 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  Wetherell,  Car  Builder,  "  •• 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass. 
or,  GEO.  W  PRESCOTT,  Sup't, 

Ma 


November  12, 1853. 


i'. 


Otiaa,  Maas. 


Antliracite  and  Cliarcoal  Pifi^ 
Iron. 

800  Tons  No.  1  Glenden  Anthracite  Pig  Iron. 

1000      "    No.  2  "  "  •• 

1000      "    Forge  "  "  " 

200     "    No.  1  Stockbridge  Charcoal    " 

100      "    No.  2  "  "  " 

500      "    Forge  Eatahdhi         •<  *< 

For  sale  hy 

GEORGE  W.  A.  WILLIAMS, 
5  Liberty  Sqnare,  Boston. 
December  11,  1852.  3m 


FOR  SALE. 

rpWO  Sixty  Horse  Power  Beam  Engines,  with 
X  eight  boilers,  suiuble  lor  Blast  Furnace, 
Pumping,  or  Mining;  formerly  used  by  the  State 
of  Pennsylvania  on  the  Schuylkill  Inclined  Plane, 
near  Philadelphia,  (where  they  may  now  be  seen.) 
Applyto  A.  dt  P.  ROBERTS, 
No.  80ft  WftlnutStreet,  Philadelphia. 
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Notice  to  Contraetors. 

Office  N.  O.,  Opeloubas  &  Great 
Western  Railroad  Co., 

New  Orkans,  March  btA,  185J. 

SEALED  PROPOSALS  will  be  received  at 
Ibis  office,  until  the  lOlh  of  May  next,  lor  the 
coDStructioa  of  tbat  portion  of  the  road  between 
Bayou  Lafuurche  and  Berwick's  Bay,  a  distance 
of  31  miles  ;  also  from  Berwick's  Bay  to  Wash- 
iDgion,  92  miles,  including  a  branch  road  of  18 
miles.  Proposals  will  be  made  for  the  entire  com- 
pletion of  the  ruad,  (except  furnishing  iron.) 

References  of  ability,  and  security,  will  be  re- 
quired. 

Plans  and  specifications  of  the  work  to  be  seen 
at  this  office,  after  the  lOch  of  April. 

JAMES  G.  GIBBES,  Chief  Engineer. 


Alton,  Mt.  Carmel  and  New 
Albany  Railroad. 

NOTICE  is  hereby  given,  that  there  are  no 
Bonds  of  this  company  in  circulation,  as  the 
books  of  this  company  will  testify  that  no  bonds 
have  ever  been  issued  or  authorized. 

And,  as  all  the  stock  tormerly  subscribed  on  tjbe 
books  of  this  company  was,  on  the  4th  and  18th  of 
December,  1852.  sold  by  the  sheriff,  under  execu- 
tions issuing  irom  the  Circuit  Court  of  EkJ  wards 
county,  lliiDois,  and  was  by  the  purchasers  at  such 
sales,  or  by  their  assignees,  surrendered  to  the 
present  board  ot  directors,  on  the  29th  of  January, 
1853 :  All  CertificaUt  of  Stock  bearing  date  previous 
to  that  time  are  worthless. 

It  having  been  reported,  that  bonds  and  certifi- 
cates ol  stock  ot  this  company  have  been  offered 
for  sale  or  pledge  by  parlies  formerly  connected 
with  this  compa/iy,  the  board  have  thought  it  right 
thus  to  put  the  public  on  their  guard. 

i      P.  B.  THOMPSON, 
Prest.  Mt.  C.  <f.  N.  A.  R.R.  Co. 
Samuel  Thompson,  M.  D., 

Sec^y  to  the  Board. 
March  7th.  Ih53.  ^  lm13 


To  Contractors. 


LA  CROSSE  AJND  MILWAUKEE  RAILROAD 
— Proposals  will  be  received  at  the  office  of 
the  Engineer  of  this  road,  in  the  city  of  Milwaukee, 
upon  the  10th  day  of  May  next,  for  the  Grading, 
Bridging,  Superstructure,  Station  House,  Water 
Stations  and  equipments  of  the  first  division  of  the 
La  Crosse  and  Milwaukee  Railroad,  extending  from 
the  city  of  Milwaukee  to  Portage  City,  on  the  Wis- 
consin River. 

Propositions  will  also  be  considered  for  the  gra- 
ding in  sections,  and  for  the  superstructure  and 
buildings,  separately. 

By  order  of  the  Board, 

J.  L.  BEAN,  President. 
Milwaukee,  April  6th,  1853. 


Notice  to  Contractors. 

Mississippi  and  Atlantic  Railroad,  from  Terre 
Haute  to  St.  Louis  Letting.— Sealed  propo- 
sals, will  be  received  at  the  office  of  the  Company, 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  15th  day  of  May,  1853,  at 
sundown,  for  the  grading  and  masonry  from  Terre 
Haute,  Indiana,  to  Pocahontas,  Illinois,  (124  miles) 
and  for  the  bridge  across  the  Wabash  River. 

Propositions  will  also  be  received  until  and  on  the 
15th  day  of  June,  1853,  at  sundown,  ateither  of  the 
above  named  offices,  for  the  grading  and  masonry 
from  Pocahontas  to  Caseyviile,  (30  miles.) 

Proposals  will  be  preferred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  be  re- 
ceived and  considered  lorsections  of  ten,  fifteen  and 
twenty  miles. 

The  Company  reserves  the  right  to  accept  ot 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  mav  think 
proper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  tor  two  weeks  previous  to  the 
letting.  John  Brough,  Presiaent. 

S.  DwioHT  Eaton,  Engineer. 

Terre  Haate,  Ind.,  March  1, 18»3. 


CAR,  LOCOMOTIVE,  AND  TENDER  SPRING 


MANUFACTORY. 


H- 


i| 


PnUiVKliPHiA,  March  1,  1852. 
We  beg  leave  to  present  the  following  Certificates  to  the  contideoration  of  Ballroad  Coai- 
panies  and  Car  Baildcrst  for  the  quality  of  CAB,  1.<K;0III0TIVE,  AND 

TENDEB  |SPBI2fO§  maoofactured  by  ns.  {  | 

At  the  same  time  we  wonld  inform  Railroad  Companies  and  Car  Buildars  that  we  hare  ex* 
tended  our  works,  and  will  be  happy  to  execute  any  orders  for  St^el  Springs  for  Cjars,  Locomo- 
tives, or  Tenders,  of  i^  design  or  pattern  which  they  may  see  proper  to  intrust  .to  us,  at  the 
lowest  prices,  and  on  t»ims  which  will  prove  satisfactory.  {j  '\\\-i\  h  ' 

From  our  long  experience  as  Spring  manufacturers,  we  are  enabled  to  supply  Ra33n>ad  Com- 
panies with  Springs  StCdt  of  superior  quality,  converted  from  $wedc  Steel  Iron. 

The  iron  being  impor^  direct  £rom  Stockholm  by  ourselves,  and  Converted  apd  K^ad  «■• 
der  our  supervinon.  'I  ,      "^^       Yours  respi^tfull^,    11  !|'      *^ 

JAMES  JEFFRIE^  &  SON, 

EBAB  OF  OIBA&D  BOUSE. 


Mssaaa.  Jamem  Jmwwxn  tt  Som, 

a««itkiiiien :  In  rraly  to  joar  InqatriM  m  to  the  duTMSter 
of  the  Sprtnfi  fomUof^  br  jon  for  LoeomotlTe  Rn^nn  and 
Tftnden,  I  take  pleuure  m  Mvliig  that  I  hare  found  them, 
botfa  In  material  and  workmantnip,  raperlor  to  anrthlng  else 
of  tbe  kind  that  erer  came  under  my  nodoe.  I  bare  occa- 
■tonally  tried  the  Spring!  of  ptfaer  mannfacftireri,  bat  In  test- 
ing their  eiaatldty  and  atreng^i  %ith  the  apparatos  I  hare  for 
mat  porpoaa,  I  ure  found  none  Mmbininc  the  reooiiitea  of 
a  good  ipriBg,  Tic  ll<htii8g%  ^nrlf  Ify,  ana  dorabOlty,  In  to 
•nlaeBt  a  dqpve  aa  yoan. 

I  aa  wfanf  them  exeloaiTelT  under  Oie  Engiaea  and  Tei>- 
dm  of  My  make,  and  can  aaiel: 


Yoon 


ilely  r 
tnily, 


recommend  them  to  others. 
M.  W.  BAUDWIN. 


A      \  i  Q/Ua,  Ptnn'a  RmO  Road  Co. 

'  I      FkOm^a,  F*.  2«,  1832. 

m»  U  to  eeriUy,  that  James  Jeffries  it  Bon  mannfkctnred 
■early  all  of  Aa  Steel  Springs  oaed  on  the  Gfwrgia  Rail  Road 
wtiOa  I  had  charge  of  that  work,  and  hare  iQao  famished 
ttoaa  that  hare  been  asrd  on  the  Pennsylrania  Rail  Rxiad. 
ne  cfaarBCter  of  tbMr  work  has  always  given  entire  satisfae- 
Iton,  and  I  ebeerfdlly  recommend  their  fibrinp  to  the  patron- 
■|s  of  Ball  Road  Ckitnpanies  and  Car  Builders. 

J.  EDQAR  THOMSON. 
aUtf  Xttgtiuir  mnd  PrmUtnt  Fmm'»  BMl  RpU  Or. 

{Qfbs,  PUTa,  Oawwifsiiii  trMtrritltm*  tt.  IL  O. 
r^ruarytS,  18S2. 
ma  la  to  certify,  that  I  have  naed  the  Steei  Springs  mann- 
fcetnrad  by  Messrs.  Jas.  Jeffries  and  Son,  for  tbe  Loeomntlvea, 
Paaaeofer,  and  Freight  Cars  of  the  above  Rood,  dunui  the 
hat  U  years,  and  have  always  found  them  good  and  eflieient 
Bprtags,  glTbig  general  satisfiuMion.  R.  FRENCH. 

PkiUdelpkU,  rU  S3,  1850. 
lUa  to  to  eertify,  that  we  hare  used  Car  Springs  made  by 
Jarnea  Jeffries  &  Son,  lor  tbe  period  of  twalra  years,  and  Ana 


then  a  very  superior  article,  so  much  so,  that  we  aliaU  always 
•ontimM  to  ose  them.       DUTILH,  HUMPHREYS  &  CO. 
Frtfrimmi  •/  CFnion  Lb>4  of  Trmu.  from  PkiU  (o  PUUb^trg 

FkamiOfU*,  F*.  n,  issa 

Mkmii  J.  Jzrrmixs  &.  Soir, 

Gentiemen :  We  hare  been  using  year  Steel  Sprinx*  uider 
our  Cars  for  a  number  of  years,  ttey  hare  given  entire  satis- 
fcctlon,  and  bare  proved  themselves  superior  to  any  other 
that  we  have  used.  Their  good  qualities  should  commend 
fiMOU  to  any  who  have  need  of  an  artide  so  diffleolt  to  obtain 
perfset  Tours  truly,         HARRIS  &  LEECH, 

~  tfLmek'B  gV—s.  lAm*  from  FkU*  to  PUfbwg. 


Sidmiamd,  Jm. «,  ISSS. 
JsmiXi  it  Son  :  It  affords  me  pleasure  to  say, 
tbat  after  aome  sfat  or  seven  years'  trial  of  your  Springs,  I  find 
ftscB  superior  to  any  oUier  Springs  we  have  usecTon  oar 
road,  and  are  so  well  satisfied  with  toeir  merits  as  to  eontinoe 
ttoMMOftkenik        1  am,  very  respectfully  yoors, 

THOMAS  SHARP, 
3tip»riHtt»d§mt  R.  P.  ^P.  JL  B. 

"7    Qliet,a.fyP.Ra.Co. 
\  aUkmomd,  Fm^Mm.*,  USL 
To  Mn.  l^nuiAS  JBTivnu, 

Dear  Hr:  I  take  pleasarB  tnstadng  that  Uie  Sprtiias  mad* 
by  the  Arm  of  whieh  you  in  a  member,  and  whleb  I  have 
bean  -r'ng  fbr  tbe  last  eight  years  on  Locomotivea  and  Tea- 
dera,  and,  alao,  on  PMaencer,  Freight,  and  Coal  Cars,  have 
givea  tikB  utmost  astisfiusnon,  and  I  consider  them  anperlor 
to  any  I  havo  loualTed  from  other  eetablishmenti  daring  the 
above  pnrlod,  and  shall  still  continue  to  send  you  our  ordeta 
•w  all  w*  mm  want         Very  respectfUly  yours, 

THOMAS  DODAMEAD, 
'^  8fv«hKU»dtiU  B.  4r  P.  R.  R. 

'.:*;>■ 'i:,  4        — 

5  SHperiMmdtne*  Qfet,  C  JL  Jt 

I    Sufmmnak,  Ga.,  Jan.  21, 18S3. 

TWi  wO  MttUy,  that  Car  and  LocomotiTe  Status  made  by 

Mnwi.  iamas  Jeftias  *  Son,  of  PhOadeteUa.  bave  been  in 

naa  on  lUa  roMd  far  a  nnmber  <rf  yeank  and  have  given  entile 

V^AOLET, 


r 


Q/U)*,  P«HrtbvTg  A  A.  Cb. 

Pmtrtbmrg,  Jan  &  1852. 
The  houM  of  Janies  Jeffriet  &.  Son,  of  Philadelphia,  baa 
made  us  a  good  maliy  Car  and  Enfine  Springs,  and  I  tako 
great  pleasure  in  stating  that  they  have  alwmy»  turned  out 
well,  and  1  believe  their  work  can  not  be  surpassed  by  any 
In  the  country.  i        ^  i     H.  D.   BIRD, 


I  Oiu)L  SmfH  T.  tr  M.  Powt,  So.  Co.  K  R  Oo. 
[  Cfcwfssi— ,  J««.  21,  1852. 

This  is  to  certify,  that  the  South  Carolina  Rail  Road  Com- 
pany have  for  a  number  of  years  Xyren  using  the  Steel  Springs 
manufactured  by  Massrs.  J.  Jeffries  Si  Bab,  of  Pbiladelphiik, 
for  their  Locomotive  Engines,  and  for  bath  Passenger  and 
Frdfht  Cars,  and  I  take  pleasure  in  statlbg  that  they  havo 
given  entire  satisfaction,  and  recomm«id  thorn  to  the  patron- 
axe  (tf  all  Kail  Road  Companies  requiring  auch  articles. 

J.  D.  FETCH, 
fi^  Trmm.  ^  Mottee  Pass*-  So.  C^  R  R  Ot. 

11.     ""MiljuWirtHa,  FVJ.  27.  1858.     i 
This  Is  to  eeiflfy,  niat  Tliave  used  Spriqgs  made  by  Jamea 
Jeffries  Si.  Son  for  the  period  of  five  yeara,  land  consider  tl>em 
equal,  if  not  aoperiot  to  any  others  that  I  have  had  in  use. 
^^  J08EPU  S    LFWia, 

1        ,  Pauu/fhoMi*  tr  Otaa  Lmt. 

"'      T'     '!        ~(      PoorfU  Sma  RMd,        ' 
'  >  AHgnolA,  Ga..  J»*.  1,  189S. 

To  whom  it  mayi  ooneem. — We  have  ased  Spnnn  manu- 
factured by  Messrs.  James  Jeffries  and  Sod,  for  the  Locomo- 
tives and  Cars  of  0*  road  for  tbe  last  ten  years,  and  bave  no 
hesitation  In  i*«'<uif»*i.H>ing  them  as  baring  given  general 

r.   C/.  ARMS, 
Otnvol  Supertnltmdoml. 


Moeon  4-  ITsifsra  Kmii  Road, 
AfacM,  ««.,  JM.  35,  18S8. 
Hxaama.  J.  Jxttbi^  Sl  Son,  ' 

Gendemen :  TfalsiC<»npany  has  for  several  years  purchased 
and  used,  under  C^rs  and  Engines,  Steel  Springs  maoufau^ 
tnred  by  too.  Weibave  also  purchased  Crotn  otlier  maniifacv- 
tnrers  ana  made  SpHngs  onrselves. 

Yours  have  given  entire  sstis&ction,  and  have  proved  them- 
selves equal,  if  not  Superior  to  any  we  hstre  used.  Tlieir  ex- 
oellent  qualities  should  commend  tliem  t*  all  wtio  liave  need 
of  an  article  so  difficult  to  obtain  in  perfection. 

Yours,  very  respectfully,        EMERSON  FOOTE,    1 
-t  Suptriniomdtmt. 

II.     - 

Mmeon,  Oa.,  Jotmmrf  34,  185(2. 

Mxssxa.  Jamxs  Jx#Faix«  &  Son, 

Gentlemen  :  In  reply  to  your  inquiriea  in  reference  to  Steel 
Springs,  1  take  pleasure  In  sayinf ,  that  I  have  been  In  the  way 
of  observing  Springs  in  uee  on  Cars  and  Locomotives,  on  va- 
rious Rail  Roads,  for  seventeen  yeara  paat,  more  particularly 
on  tbe  Central  Rail, Road  of  Gaoraia  for  <iight  years  past  and 
during  said  aeventetn  years  have  oeen  practically  acquainted 
with  your  make  of  Springs,  and  I  have  no  besitatioc  In  say 
ing,  uat  TOUT  Sptinga  with  open  work  are  the  best  Steel 
Springs  I  DBTB  svef  need  or  aeen  in  naa 

Yoilra,  reapectfuUy,       GEO.  W.  ADAMS, 
■      &  W.  R  R  of  Oooi^U. 

WSiARR 

31,18tt. 


C7Va*ja(.  C#es.  i 

Mnssas.  Jaiom  JT^rami  It  Son, 

Gentlemen :  Thii  road  has  used  tbe  Springs  made  by  yoar 
Arm  since  its  lint  Opening,  under  botfa  Engine  and  Cars,  and 
they  have  given  enore  satiafoctlon  to  aU. 

wspectfaUy,        WM.  D.  FULTON. 
(■  -'^  - '  II        iW^pirfMtfMAtfNC 

{Mmtftamf  ^  mm  PoUu  R  R  Oo. 
\  Monigootmm,  AU^  Ptk.  33.  185&. 
Tldi  may  certify,  th^  Utis  CompaM  kave  been  for  years 
using,  both  under  fiieir  Engines  and  Can,  Sprinsrs  from  the 
manufactory  of  Jitnet  JeflHes  tt  Son,  ef  Ptiilaaelphia.  and 
are  so  wdl  satisAed  of  their  soperiority  tfaat  ws  can  conUdenW 
ly  iiiniiiimiMd  tbe*  to  aE  «— •r--'**  in  need  of  Springs. 

BAJfUKL  O.  JOfiES. 


:    ' 
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AMERICAN    RAII.nOAI>    JOVRNAI.. 


it. 


CARH ART'S    IMPROVED    TURNTABLE.! 


A^i 


Tkl       t 


/.i  ■■.' 


THrs  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing tunud  if  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placra  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly $1,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  famished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  abore  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  su'oscriber  for  further  particulars 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the  ^ ,   .       . ..  ^ 

Hudson  River  R.  R.  Co., 

S.  W.  Roberto,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen 
tral  Pennsylvania  R.  R.,  Pitteburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitto- 
burgh  R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Enfioeer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O 

A.  J.  Gonover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  I,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  3,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  searing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  lim,  seg- 
mento,  decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  tracks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  thiroogh  a  nat  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  farther  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14,  1853. 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  (or  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILET 
LANG,  9  Liberty  Square,  Boston, and 24  Broadway, 
New  Tork. 


CAUTION. 

RAILROAD  Companiea,  and  the  public  generally 
are  hereby  cantioned  against  purchasing  Rich 
ardaon'a  Patent  Oil  Cups,  or  therigbt  to  use  the  same, 
•zeept  of  the  undersigned.  Proprietor  of  the  Patent, 
or  or  some  one  acting  under  his  authority.  Commu- 
nieulona  addreaaed  to  him  at  Westminster,  Vt.,  will 
be  nroapl^atteadad  to.  B.  DaWOLF,  Jr. 


To  Elni^ineers,  Arelilteets  and 
Drang^litsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  professions,  that  he  has  con- 
stantly on  hand  a  great  variety  of  Instrumenta  for 

-   ■•       JAS.  PRENTICE, 

316  Broadway,  N.  T. 


Field  and  Office  use 
Feb  9  1863. 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  siaeof  Rail- 
road wheels,  made  from  the  celebrated  Oxford  Iron. 
AU  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  O.,  will  be  attended  to  promptly. 
Sept.  U,  18K2.       Ij* 


IRON. 
Pierson  &  Co.,       - 

24  BROADWAY,  NEW  YORK, 

KEEP  on  hand  a  laive  and  general  aaaortment  of 
ENGLISH  and  AMERICAN.  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCOMOTIVE  and  CAR  bUlLD- 
BR8,  and  RAILROAD  MACHINE  SHOPS :  also, 
BoUer  Plates  and  Riveta,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks.  Axlea,  Tires  and  Tire  Bara^  of 
he  B.  O.  LOWMOOR,  and  other  approved  makaa^ 
ranonad  to«vd«  OB  tha  mctttnonib  turn*. 


*£  i.^jA.  0 
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ADIERICM  RAILBOABi  JOURNAL. 

STEAM  NAVISATION,  COMMERCE,  MININ6,  MANUFACTURES. 

HENRY  V.  POOR,  Editor. 
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American  Railroad  Jonmal. 


Saturday,  May  T,  1853. 


The  latest  exhibit  of  the  company  was  issued  in 
Oct.  1852.  This  exhibit  contains  no  evidence  that 
any  engineer  was  ever  connected  with  the  road. 
We  are  furnished  with  no  reliable  data  showing  its 
cost.  Nothing  is  stated  by  which  we  can  deter- 
mine the  value  of  work  done,  nor  the  value  of  the 
subscriptions  to  the  stock.  It  is  stated  in  general 
terms,  that  stock  to  the  amount  of  SI  ,600,000  had 
been  obtained,  but  we  have  good  reason  to  believe 
that  the  greater  part  of  this  was  contractors  stock, 
which,  instead  of  being  of  any  value  as  a  basis  of 
a  loan,  merely  represented  anticipated  profits.  In 
absence  of  all  suitable  information,  we  stated  that 
from  careful  inquiry,  we  believed  that  S26 ,000  had 
not  been  actually  expended  upon  the  road.  We 
were  also  informed  that  the  coimty  subscriptions 
to  the  amount  of  S326,000,  were  reqtiired  to  be  ex- 
pended within  the  limits  of  the  counties,  making 
the  same  j  consequently  they  might  not  be  avail 
able  at  all,  in  case  sufScient  means  could  not  be 
raised,  to  reach  them  from  either  terminus  ;  and 
that  a  Tcry  considerable  portion  of  the  stock  was 
contractors  stock  of  the  character  named.  In  view 
of  such  evidence,  we  protested  against  the  sale  of 


Tarre  Haato  mn*  Alton  Railroad* 

We  had  occasion,  some  months  since,  to  exam 

ine  the  financial  condition  of  this  company,  andj^^jj^jg  ^  q^^  amount  of  $1,000,000, having  no  oth 

the  stote  of  the  work  upon  its  line,  for  the  purpose  I  ^^  ^^jg  ^han  the  one  above  sUted.   The  proposed 

of  determining  whether  it  was  entiUed  to  a  loan  of  j^^  ^^^  forthwith  unceremoniously  kicked  out  of 

S1,000,000,   then  sought  to  be  negotiated.     We  |  the  market,  and  was  afterwards  only  referred  to 

came  to  the  conclusion,  aa  we  believedid  the  pub- 1  ^y  way  of  a  joke,  as  an  unsuccessful  attempt  "  to 

lie,  that  the  loan  was  entirely  unwarranted;  that  ^ome  it"  over  the  market  (not  by  parties  in  the 

there  was  no  sufficient  basis  for  its  security,  ei- 1  ^^^^  ^p^^  ^  grand  scale. 

ther  in  the  amount  expended,  or  in  the  amount  of  i     „.        ,       .  ..  ,.x.       ,^v 

'     Since  that  time  we  presume  the  condition  of  the 


stock  subscribed ;  and  that  the  project  itself  was 
of  questionable  expediency,  ftom  the  probable 
construction  of  other  roads,  which,  by  the  admis- 
sion of  all  parties,  would  render  the  above  com- 
paratively worthless.       ..  ..    '  '    -  , 

The  loan  was  consequently  taken  out  of  the 
ixiarket,  and  we  supposed  all  idea  of  negotiating  it 
abandoned.  We  find  however,  that  we  are  mista- 
ken. The  project  was  withdrawn  and  has  been 
suffered  to  remain  quiet,  till  it  was  hoped  the 
fact  of  the  previous  attempt  and  failure  had  been 
forgotten.  Some  time  having  elapsed,  a  new  ef- 
fort is  made  again  to  foist  this  scheme  upon  the 
market.  To  meet  this  new  attempt,  we  will  again 
state  some  of  the  objections  previously  urged 
against  the  soundness  of  the  securi^when  first  of- 
fered.    ..  ••"..- 


project  has  not  essentially  changed.  We  are  inform- 
ed that  no  material  strength  has  been  added  to  its 
means.  Little  additional  work  has  been  done  up- 
on the  road — there  has  been  no  change  sufficient 
to  call  for  a  nev;  exhibit,  which  usually  accompa- 
nies similar  negotiations, — the  old  issue  therefore 
presents  itself.  Is  the  above  company  in  a  condi- 
tion that  entitles  it  to  borrow  money  to  the  tune 
of  S1,000,000 1    Let  us  look  at  this  matter. 

The  Railroad  enterprises  in  the  west  have  to  be 
carried  on,  in  part,  by  borrowed  ci^ital.  While 
such  is  the  fact,  it  is  of  vital  consequence  that  the 
policy  pursued  should  be  such  as  to  secure,  at  the 
same  time,  safety  to  the  lender,  and  impose  a  rea- 
sonable restriction  upon  the  construction  of  roads. 
Where  a  community  can  contribute  one-half  of 


the  amount  required,  this  is  considered  a  satisfac- 
tory guarantee  for  Ithe  safety  of  a  loan  to  an  equal 
amount,  as  sufficient  evidence  thalt  a  section  of 
country  that  can  fi^nish  this  amount  Is  sufficiently 
developed  to  suprily  a  lucrative  buBiness  to  the 
road.     Where  the  conuiiunity  most  ibterested  in  a 
project  put  a  large  portion  of  their  own  means  into 
it,  there  is  goodgi<>und  to  believe  it  will  be  well 
managed.     For  tb^  reasons  our  leading  negotia- 
tors have  usually  insisted  that  compianies  offering 
their  securities  shQ|uld  have  an  equal  amount  ex- 
pended upon  their  toad  or  provided  Jn  good  stock 
subscriptions.      Soch  an  exhibit  as  this  has  come 
to  be  considered  ihe  test  which  a  cem{>any  must 
pass,  to  entitle  thebi  to  come  upon  the  market  of 
money.    It  is  eas^x  to  see  that  a  more  lax  value 
would  at  one  openlthe  way  to  every  kind  of  spec- 
ulation, which,  by  |  giving  birth  to  a  Ithousand  un- 
warranted   schem^,   would,  in  the  end,  involve 
both  good  and  bad  lin  one  common  ^oin.     Take  the 
case  before  us  as  ab  illustration.     We  will  suppose 
$76,000  to  have  been  actually  expended  upon  the 
line  of  the  abeve  |road,  and  600,000  good  stock 
subscribed.  Upontiiis  basis  a  loan  of  ^1,000,000  is 
asked  for.     Here  a^  best  is  security  for  only  676,- 
000.     The  sum  of  1426,000  is  sought  to  be  borrow- 
ed without  any  security  at  all.     We  frould  not  in- 
timate that  the  losin  called  for  would  not  in  the 
present  case  be  faithfully  applied.     The  question  is, 
whether  or  not  the  security  be  good.  IfltAu  company 
can  borrrow  unde^  the  circumstanoes  supposed, 
they  may  apply  th^  proceeds  honeUly.     But  being 
shown  the  way,  will  not  other  schemes  be  started? 
the  object  of  whichj  will  be  to  obtaia  means  in  a 
similar  manner,  noi  for  the  purpose  of  spending  it 
upon  any  work,  bufc  for  the  purpose  of  enabling 
the  parties  receiving  to  pocket  the  balance,  leav- 
ing the  public  to  whistle  for  the  money  1    There 
can  be  no  doubt  thHt  such  would  be  the  result.  If 
the  Terre  Haute  aQd  Alton  company  can  borrow 
money  in  their  pre^nt  condition,  every  thing  like 
safety  in  railroad  aegotiatioos  is  at  an  end.     All 
desUnction  betw  een    so'uid   and  ap^cviative  pro- 
fits is  at  an  end.    411  that  schemers  will  have  to  do 
in  future  is  to  get  up  a  plausible  story,  make  a 
show  of  work  upon  a  line  of  road,  issue  bonds  for 
ten  times  the  amount  expended,  oome  to  New 
York,  sell  them,  packet  the  proceeds,  go  to— Cali- 
fornia, or  some  equally  safe  place. 
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By  the  observance  of  the  precautions  we  have 
laid  down,  which  are  considered  as  an  essential 
perquisite  bj  oar  leading  negotiators,  our  whole 
system  of  ndlroad  negotiaCioDS  may  be  maintained 
upon  a  basis  which  shall  afTord  entire  security  to 
the  capitalists,  at  the  same  time  that  it  is  the  only 
method  by  which  the  construction  of  these  works 
can  be  restrained  within  the  limits  prescribed  by 
the  capital  and  buslaesa  wants  of  the  county. 

Another  fact  showing  the  weakness  of  this  secu- 
rity is  the  manner  in  which  it  is  sought  to  be  sold. 
Were  it  bought  out  in  the  ordinary  way,  or  offered 
for  sale  at  public  auction,  so  as  to  dirert  investi- 
gation to  its  merits  and  secure  an  expression  of 
popular  opinion  in  reference  to  it,  the  whole  pro- 
ject would  instantly  break  down.  It  can  only 
be  imposed  upon  the  public  by  the  stength  of  the 
private  representations  of  parties  interested  in  the 
sale  of  its  securities.  Is  not  this  fact  good  ground 
for  suspicion  and  inquiry  1 

For  one,  when  Railroad  companies  come  before 
the  market  for  money,  we  shall  insist  upon  having 
a  full  statement  of  the  grounds  upon  which  their 
claims  for  credit  are  based.  If  it  be  a  new  project 
we  must  have  the  statement  of  some  competent 
engineer,  of  its  probable  cost.  We  must  know  the 
value  of  the  means  which  they  proposed  as  the 
basis  of  their  loans.  The  public  must  be  placed 
in  possession  of  every  fact  necessary  to  a  full  un- 
derstanding of  the  project.which  must  be  in  a  posi- 
tion to  court,  instead  of  evading  investigation. — 
A  project  that  will  not  bear  light,  or  one  that  fails 
to  present  all  the  guarantees  enumerated  above, 
should  always  excite  suspicion  and  inquiry. 

With  regard  to  the  project  itself,  apart  from  the 
attempted  negotiation  of  its  securities,  we  have 
but  little  to  say.  It  is,  as  is  well  known,  one  of 
the  schemes  under  the  old  "State  policy."  It  has 
been  the  principal  means  of  defeating  the  the  line 
from  Terre  Haute  to  St.  Louis ;  a  work  eminently 
called  for  by  the  wants  of  the  entire  business  and 
travelling  public,  and  one  in  the  conltruction  of 
wkich  more  than  10,000  miles  of  railroad  are  di 
rectly  interested.  The  objections  raised  was  that 
if  the  Straight  line  should  be  built,  the  Terre  Haute 
and  Alton  would  be  worthless.  This  was  the  ar- 
gument used,  and  as  an  effort  was  making  to  build 
the  crooked  line,  the  Legislature  declined  to  confer 
upon  the  Straight  line  project  any  additional  pow 
ersnot  given  by  the  gea^ral  Railroad  Law.  It 
was  admitted  on  all  hands,  however,  that  the  con- 
struction of  the  Straight  line  was  a  mere  question 
of  time,  and  if  postponed  at  I}!,  it  was  for  the  pur- 
pose of  enabling  the  Terre  Haute  and  Alton  road 
to  get  a  start.  No  sensible  man  believes  that  the 
State  system  will  be  persisted  in  as  a  permanent 
policy.  The  moment  it  is  abandoned,  the  crooked 
line  falls  to  the  ground  as  a  matter  of  course.  It 
remains  to  be  seen  whether  capitalists  are  going 
to  iavest  their  money  upon  such  a  slender  sapport 
as  this.  We  have  no  idea  they  will,  as  soon  as  the 
facts  of  the  case  become  known. 

Again,  it  is  confidently  claimed  that  the  Terre 
Haote  and  St.  Louis  raihoad  company  are  compe- 
tent to  construct  theh-  line  under  the  general  rail- 
road law  of  tbe  State.  This  company  are  now 
proceeding  with  the  work  of  construction.  The 
two  roads  are  certainly  not  wanted.  Would  it  not 
be  wise  fbr  the  pubHc  to  wait  and  see  whether  the 
Straight  line  is  to  be  built  or  not,  before  risking 
their  monej  in  aoy  doabtftil  enterprise  1 


CouiUUoM,«nd  BaslueM  Proapectaof  tti«  Jer« 
fersonvllle.  Railroad. 

The  Jeffersonville  Railroad  Company  was  organ- 
ized under  Acts  of  tt»e  Legislatureol'  Indiana,  with 
perpetual  succession,  with  a  capital  stock  of  one 
million  of  dollars,  which  may  be  increased  to  any 
amount  required  to  meet  the  objects  of  the  corpo- 
ration. The  charter  of  the  Company  also  author- 
ises the  constiuction  of  a  railroad  from  the  city  of 
Jetfersonville  to  any  point  or  points  within  the 
State  of  Indiana  ;  with  such  lateral  branches  as 
the  Company  may  deem  proper  and  expedient. 

Under  the  power  granted  in  the  acts  of  incorpo- 
ration, the  Company  are  engaged  in  the  construc- 
tion of  a  raifroad  from  the  city  of  Jetfersonrille 
(situated  on  the  bank  of  the  Ohio  iliver  opposite 
the  city  of  Louisville,  Kentucky,)  to  Indianapolis, 

(tw  capital  of  the  ttute,  a  dimaDoe  of  aboitt  107 
miles.  The  portion  of  the  road  betwen  Jefferson- 
ville and  Edinburgh,  a  distance  of  77  miles,  is  al- 
ready completed  with  a  heavy  T  rail,  and  in  oper- 
ation; tha  balance  of  the  line  is  in  progress,  with 
the  expectation  of  having  it  completed  within  the 
present  year. 

The  object  of  the  Jefifersonville  Company  is  to 
open,  by  the  Une  now  constructing,  an  outlet  for 
the  products  of  the  rich  and  fertile  portions  of 
Central  Indiana  to  the  Ohio  River,  their  natural 
avenue  to  the  Ocean,  and  to  bring  them  into  more 
immediate  connection  with  the  cities  of  Jetferson- 
ville and  Louisville,  between  which  and  the  coun- 
try traversed  by  this  road  and  its  connecting  lines, 
intimate  busmess  relations  exist.  The  route  to 
market  for  the  great  bulk  of  the  products  of  Indi- 
ana is  now,  and  will  always  be,  by  the  Ohio  and 
Mississippi  Rivers.  The  greater  portion  of  the 
merchandise  imported  into  the  State,  will  also  be 
received  through  the  same  channels,  The  roads, 
tnerefore,  the  best  adapted  to  the  wants  of  the 
State,  and  those  which  will  be  the  best  supported, 
will  be  the  roads  leading  to  the  Ohio  River.  For 
the  centre  and  most  I'enile  portions  of  the  State, 
the  terminus  of  this  road  is  the  most  convenient  of 
access  of  any  important  point  on  the  river,  to  say 
nothing  of  the  attractive  intiuence  of  the  rich,  pop- 
ulous and  rapidly  growing  city  of  Louisville,  upon 
the  opposite  bank  of  the  Ohio,  which  is  now  the 
centre  of  trade  for  a  very  considerable  portion  of 
Indiana. 

The  principal  exportable  products  of  the  State 
are  flour,  wheat,  corn,  hay,  pork  and  beef;  these 
And  their  cheapest  outlet  down  the  Ohio  and  Mis- 
sissippi Rivers,  a  route  from  which  they  are  not 
likely  to  be  diverted  by  any  contemplated  work  of 
improvement.  While  such  is  the  fact,  with  the 
exports  of  the  State,  it  will  be  readily  seen,  Uiat 
a  number  of  the  most  important  articles  of  con- 
sumption imported  from  abroad,  must  be  received 
through  the  same  channels.  AH  the  sugar  and 
molasses  consumed  in  the  West,  are  the  products 
of  Louisiana,  and  these  must  always  come  up  the 
Mississippi ;  so  with  cotton,  codec.  Rock  salt,  flsh, 
etc.,  etc.,  consumed  in  the  State ;  for  all  these  ar- 
ticles the  cities  of  Louisville  and  Jeffersonville  will 
be  the  principal  points  of  distribution  through 
Southern  and  Central  Indiana,  and  the  Jefferson- 
ville railroad  is,  of  all  others,  the  best  adapted  for 
this  purpose. 

Such  being  well  established  facts  in  refarence 
to  the  routes  and  course  of  trade,  the  next  ques- 
tion which  presents  itself,  and  one  which  materi- 
ally concerns  the  stock  and  bond  holders,  is  as  to 
the  capacity  of  the  country  traversed  to  supply  a 
lucrative  trade.  This  question,  which  only  a  few 
years  since  was  one  of  speculation  and  enquiry, 
has  been  fully  solved  by  the  experience  of  similar 
projects.  There  can  be  no  better  illustration  on 
this  point  than  the  Madison  and  Indianapolis  rail- 
road, which  extends  from  Indianapolis  to  Madison 
OD  the  Otiio  River.  The  country  traversed  by  this 
road  is  certainly  not  superior  in  productiveness  to 
that  traversed  by  the  Jeffersonville  road.  The 
city  of  Madison  does  not  contain  over  10,000  in- 


stant markets  for  such  articles  of  production  as 
are  not  calculated  for  exportation. 

The  receipts  of  the  Madison  road  for  the  past 
year  were  $616,414  62,  of  which  SlM,196  66were 
from  passengers,  andS368,216  97  were  from  freight 
and  mails.  As  Louisville  and  JeflfersonTille  aflbrd 
mtlch  better  markets  than  Madison,  are  nearer  the 
ultimate  markets  to  which  exported  products  of 
the  State  are  sent  for  consumption,  and  as  the 
Jeffersonville  road  traverses  an  equally  fertile  if 
not  the  better  country  of  the  two,  tl>ere  can  be  no 
doubt  that  the  latter  will  very  soon  after  its  com- 
pletion to  Indianapolis,  enter  upon  an  equally  lu- 
crative business  in  proportion  to  its  length  of  line, 
ahd  m4ch  more  profitable  to  its  Stockholders  from 
its  cheaper  construction,  and  the  greater  facility 
with  which  it  can  be  operated,  from  its  easier  grades. 
The  Madison  road  is  87  miles  in  length,  and  has 
cost  its  present  stockholders  $2,400,000,  It  was 
completed  to  Indianapolis  in  the  latter  part  of  the 
year  1847.  The  following  statement  shows  the 
amount  and  increase  of  business  upon  it  for  the 
past  eight  years.  In  1845  only  66  miles  of  the  road 
was  completed:—'  .  i  ',••.■': 

1845  Receipts $60,053  48 

Expenditures 47,415  64 


$12,637  84 

Receipts...., $101,014  79 

Expenditures 62,202  62 

■       r  $48,812  27 

Receipts. $166,663  24 

Expenditures 91,669  45 

■  ^'  $64,983  79 

Receipts $212,126  86 

Expenditures 123,406  69 

'.      .      ,  .       ,1  $88,720  16 

Receipts ...$247,920  34 

Expenditures ,., 138,682  81 

$108,287  63 

1860  Receipts $296,700  73 

Expenditures 157,689  76 


1846 


1847 


1848 


1849 


1861 


1862 


I  $139,010  98 

Receipts..., ....'....  ....$386,069  80 

Expenditures 186,080  60 

'  $200,988  20 

Receipts $616,414  62 

Expenditures 248,819  02 


LouisvUle  and  Jeffersonville ;  the  latter  in  addition 
to  being  the  more  convenient  points  of  shipment 
for  the  prgduce  of  Indiana,  afford  steadj  and  con- 


,.  I    -      .      $268,095  60 

The  Jeflersonville  road,  though  about  20  miles 
longer,  will  not  cost  so  much  as  the  Madison,  by 
about  half  a  million  of  dollars. 

That  with  a  superior  route,  with  a  more  attrac- 
tive terminus  on  the  Ohio  river,  vrith  an  equally 
productive,  fertile  and  well  settled  country  upon 
its  line,  with  extensive  lines  of  railroads  radiating 
from  either  terminus,  the  advantages  of  which  the 
Madison  road  has  only  begun  to  enjoy  at  its  north- 
em  end,  while  at  its  southern  terminus  no  connec- 
ting line  of  road  is  even  contemplated,  cwi  there 
be  a  doubt  that  the  completion  of  the  Jefferson- 
ville will  not  be  followed  by  even  more  favorable 
results  than  those  which  have  constituted  the  Ma- 
dison road,  the  leading  illustration  throughout  the 
country  of  the  productiveness  of  Western  roads  1 
The  revenues  of  the  Madison  road  have  been  chiefly 
derived  from  local  traffic.  The  roads  terminating 
at  Indianapolis  have  been  too  recently  completed 
to  effect  materially  their  earnings ;  they  cannot, 
however  fail  to  develope  a  very  large  business,  for 
which  the  Jeffersonville  road  must  become  the 


channel  to  the  Ohio  river.     Within  the  present 

year  there  will  be  completed  eight  important  and 

extensive  lines  of  railroad,  all  terminating  at  Indi- 

habitants,  or  al>out  one-tenth  of  the  population  of  anapolis,  and  two  others  are  in  progress.    At  this 


pomt  must  grow  up  one  of  the  largest  amd  most 
important  inland  cities  in  this  country.  It  is  be- 
Uered  that  the  most  productive  of  these  roads 
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must  be  the  one  that  will  connect  this  city  and 
the  numerous  lines  of  roads  or  which  it  is  to  be 
the  terminus,  with  that  great  channel  of  Western 
Commerce  the  Ohio  river.  The  Ohio  and  Missis- 
sippi railroad,  designed  to  connect  the  cities  of 
Cincinnati  and  St.  Louis,  is  now  in  vigorous  course 
of  construction.  It  crosses  the  Jeffersonville  road 
about  50  miles  from  Jeffersonville,  and  will  be  com- 
pleted during  the  present  year  from  Cincinnati  to 
the  junction ;  thus  opening,  at  an  early  day,  a  chan- 
Qel  of  railroad  communicatiou  between  the  cities 
of  Louisville  and  St.  Louis,  when  that  road  is  com- 
pleted to  the  latter  city,  which  will  probably  be 
effected  during  the  next  year. 

The  Jeffersonville  road  must  always  be  an  im- 
portant connecting  link  between  the  Indiana  sys- 
tem of  railroads  and  those  of  t^e  States  south  of 
the  Ohio.  Louisville  is  rapidly  becoming  the  fo- 
cal point  of  roads  tJiat  will  be  extended  to  New 
Orleans,  Mobile,  Charleston  and  Savannah  on  the 
south,  and  Baltimore,  Philadelphia,  New  Yorkand 
Boston  on  the  east.  Between  the  States  north  and 
south  of  the  Ohio,  a  large  trade  must  exist,  from 
the  great  dissimilarity  of  their  productions.  Roads 
traversing  the  parj^els  of  latitude,  occupy  the 
natural  routes  of  commerce.  And  it  is  believed 
that  the  Jeflfersonville  road  must  derive  a  large 
trade  from  commerce  that  will  exist  between  the 
States  bordering  the  great  lakes  on  the  one  hand, 
and  the  Gulf  of  Mexico  on  the  other. 

An  important  fact  in  favor  of  the  Jeffersonville 
road,  is  found  in  the  excellency  of  its  route.  It 
occupies  very  nearly  a  straight  Une  between  Indi- 
anapolis and  the  cities  of  Jeffersonville  and  Louis- 
ville. Ita  steepest  grade  ascending  from  the  Ohio 
is  only  26  feet  to  the  mile ;  and  only  23  feet  in  the 
opposite  direction.  It  crosses  the  range  of  River 
Hills  at  the  lowest  gap  m  the  ridge  between  the 
valleys  of  the  Miami  and  the  Wabash,  the  summit 
being  only  172  feet  above  the  river,  while  it  is  well 
known  that  the  general  elevation  of  this  ridge  is 
from  400  to  600  feet  above  the  river. 

In  addition  to  the  income  which  will  be  derived 
from  local  trade  and  from  the  roads  centering  at 
Indianapolis,  a  large  business  is  expected  from  the 
Shelbyville  Branch,  which  connects  with  this 
road  at  Edinbuig,  and  extends  to  Shelbyville  16 
miles.  From  the  latter  place  a  road  to  Rushville 
20  miles,  and  to  Enightstown  27  miles,  upon  the 
Indiana  Central  Railway,  which  is  now  in  the  course 
of  completion,  and  through  which  the  Jefferson- 
ville will  be  brought  into  immediate  connection 
with  the  roads  of  the  Ohio,  thus  saving  for  the 
Louisville  and  southern  travel  the  long  detour  now 
made  by  the  way  of  Indianapolis.  The  country 
traversed  by  these  lateral  roads  is  not  exceeded 
by  any  portion  of  the  State  infertility  and  amount 
of  its  productions,  a  large  portion  of  which  must 
be  thrown  upon  the  JeffersonviUe  road.  The 
length  of  the  three  lateral  roads  is  sixty- three  miles 
all  of  which  are  operated  by  the  Jeffersonville  com- 
pany. 

The  Shelbyville  Branch,  which  is  controlled  by 
the  Jeffe.sonville  road,  the  latter  owning  most  of 
its  stocks,  is  a  virtual  extension,  from  Edinburg 
to  Shelbyville,  16  miles.  This,  with  the  road  from 
Shelbyville  to  Rushville  20  miles,  and  one  to 
Knightstown  27  miles,  which  are  now  completed 
and  in  full  operation,  commands,  without  the  ex- 
pense of  constructing  roads  to  those  points,  the 
trade  of  an  extensive  district  of  the  most  densely 
settled  and  productive  portion  of  the  State.  From 
Edinburg,  the  point  of  junction  of  this  Branch  to 
Indianapolis,  the  distance  is  about  thirty  miles. — 
For  this  distance  the  road  runs  parallel  and  near 
to  the  line  of  the  Madison  road ;  the  distance  be- 
tween them  will  not  exceed  three  miles  at  any 
point.  It  Is  believed  that  this  fact  willn<rt  detract 
from  the  value  of  the  stock  of  the  Jeffersonville 
road /or  its  entire  line,  for  the  reason  that  it  must 
command  the  local  travel  and  trade  of  the  country 
traversed;  from  the  better  market  foimd  at  it»  riv- 
er terminus,  and  from  ita  offering  a  more  direct  out 
let  for  exportable  products,  to  Uieir  ultimate  mar- 
kets. Were  the  case  otherwise,  and  were  the  ad-' 
jantagea  of  the  two  roads  equaUy  balanced,  still 
two  roads  or  a  double  track  would  be  immediate- 
ly india^Qsable,  for  t^e  i&uneose  amount  of  ban* 


ness  that  these  roads  will  command,  as  is  fully 
proved  by  the  results  already  obtained  from  the 
Madison  road.  And  as  the  business  of  the  Jeflfer- 
sonville road  will  render  the  nmning  of  through 
trains  necessary,  it  was  believed  to  be  the  dictate 
of  sound  policy  to  run  the  road  directly  into  Indi- 
anapolis rather  than  to  forego  at  present  a  work 
which  at  best  could  be  postponed  only  a  few  years 
longer,  and  one  which  the  commerce  of  the  coun- 
try demand  and  the  best  interest  of  the  company 
requires  immediately. 

In  8i>eaking  of  the  earnings  in  the  published  his- 
tory of  the  Madison  road,  Mr.  B rough,  the  well- 
known  and  able  president  of  the  company,  says  a 
large  portion  of  the  traffic  of  that  road  is  derived 
from  the  main  line,  that,  "not  one-fifth  of  the  ara- 
ble land  in  the  counties  along  the  line  is  now  un- 
der cultivation,  and  less  than  one-half  of  that  un- 
cultivated portion  is  capable  of  yielding  a  surplus 
product,  greater  than  the  whole  present  traffic  cf  the 
road." 

"  The  leading  products  of  the  state  seek  a  south- 
em  market  by  the  Ohio  river."  "  The  natural  in- 
crease of  the  country  will  greatly  enlarge  the  bu- 
siness of  the  road  and  increase  its  revenues,  and 
tax  its  utmost  capacity  even  after  it  shall  be  reliev- 
ed by  the  diversion  of  other  roads  from  the  cavUal." 
"  The  net  work  of  railroads  concentrating  at  Indi- 
anapolis, will  either  require  some  other  outlet,  or 
the  Madison  road  will  have  to  be  enlarged  to  a 
double  track,  and  its  present  large  equipment  dou- 
bled within  two  years." 

The  leading  products  of  Indiana  must  always 
have  their  outlet  by  way  of  the  Ohio  and  Missis- 
sippi rivers. 

Assuming,  then,  that  these  statements  are  cor- 
rect, that  such  are  the  results  achieved  by  the 
Madison  road  under  the  disadvantages  of  a  more 
difficult  and  costly  route  of  higher  grades,  with  a 
simimit  of  much  greater  elevation  above  the  riv- 
er, requiring  a  plane  of  about  460  feet  in  ascend- 
ing from  the  river,  and  which  is  operated  at  a 
heavy  cost,  and  without  those  connecting  lines  of 
railroads  which  are  now  fast  spreading  themselves 
over  the  state,  can  there  be  a  question  as  to  the 
ultimate  results  of  this  enterprise,  and  the  perfect 
certainty  of  an  adequate  income  to  distribute  to 
th«  stockholders  a  fair  dividend,  and  liquidate  at 
maturity  the  debt  created  by  the  issue  of  the 
bonds  ■} 

STATE  OF  THE  WORK  AND  EftUIPMENT. 

Seventy-seven  miles  of  road  has  been  recently 
put  in  operation,  and  since  the  fourth  of  March, 
has  been  run  in  connexion  with  the  Shelbyville 
branch  ;  surveys  have  been  made  of  three  lines  be- 
tween Indianapolis  and  the  present  terminus  at 
Edinburg,  under  the  superintendence  of  Col.  Thos. 
A  Morris,  an  experienced  and  competent  engineer. 
They  are  all  found  to  be  good  hues,  and  releases 
are  being  procured  for  the  right  of  way,  which  on 
large  portions  of  the  several  lines  are  already  ob- 
tained. That  part  of  the  road  now  in  operation  is 
as  well  fumashed  with  motive  power, rolling  stock, 
water  stations  and  other  necessary  fixtures,  as  is 
usually  found  on  new  roads  in  the  west.  The  pre- 
sent equipment  of  motive  power  and  rolling  stock 
owned  by  the  company  may  be  stated  as  follows : 

13  Locomotives $90,000  00 

8  Passenger  cars 16,154  00 

8  Baggage     "    4,600  00 

92  House  Freight  cars,  116  platform, 
12  Dumpmg  gravel,  and  12  huid  cars.  103,422  00 


.«....;:.,.  ..^K. :.;.,.,>.    «214,176  00 
Add  six  locomottves  recentl7  pordias- 
ed  which  will  be  placed  on  the  road 
during  the  approaching  summer  and     ^  ,.. 
wiU  make  19  engines  on  the  road  and 
branches 48,000  00 


;/;.  "'V;:  ■-::^'':   ";=     '^v^;.       $262,176  00 

■     '.^:/'':.:  COST    OP    ROAD,  v  ■•:'•-*•■;  v/ 

It  is  estimated  that  the  road  fWtei  Jefrersohi^e 
to  Indianapolis  will  be  about  107  miles,  and  when 
completed,  with  the  necessary  expenditure  for  real 
esUte,  depota,  shops,  tools,  en^es,  and  rolling 


stock  to  equip  the  road,  including  16  mika  of  dou- 
ble track,  passing  plac4ts,  turnouts  and  S^^itches 
having  reference  to  the  present  high  price  of  iron 
and  labor,  and  making  proper  allowance  for  con- 
tingencies, interest  and  fliscounts,  will  cost  $1,860, 
000,  or  an  average  of  $17,38J  per  mile.  Tfcere  has 
been  expended  in  construction  and  equipment, 
(exclusive  of  stock  in  branch  roads)  $1,111,970, 
showing  a  balance  of  $t48,030  required  to  com- 
plete the  road  to  Indianapolis.  To  meet  this  there 
is  stock  subscriptions  dtie  and  becoming,  jiue  th« 

presentyear J... $49,368  00 

Stock  to  be  issued  on  «on-^ 

tracts  not  yet  completed.  ,36,000  00 

$84,368  00 

The  700  bonds  before  rdfer- , 

red  to X-»  70^,000  00 

i 

$784,368  00 

which  will  leave  an  uiiappropriated  balance  of 
$36,338  00  applicable  U)  any  contingency  not  em- 
braced in  the  estimates,!  and  if  no  such  cabtingen- 
cy  arise  the  whole  of  tbe  bonds  will  not  be  is- 
sued, j 

PROBABLE  BUSINESS.!— LOAN  AND  SECURITY. 

It  has  been  before  stated  that  the  coun|try  tra- 
versed by  the  Jeffersonville  road,  was  eqaally  fer- 
tile and  productive  wiih  that  traversed:  by  the 
Madison,  and  that  equally  beneficial  resists  were 
expected  soon  after  its  completion  to  Indianapolis. 
The  business  of  the  MaAison  road  has  constantly 
increased,  and  so  rapid  Is  the  developementof  the 
resources  of  the  country,  that  the  president  in  his 
late  annual  report  saysl  "  The  country  is  develop- 
ing itself  nearly  as  fast  fs  the  railroads.  Popula- 
tion is  increasing,  landslopening  to  cultivation,  and 
as  fast  as  a  new  avenue  is  completed,  it  is  crowded 
with  the  surplus  that  existing  roads  cannot  take 
and  perform."  "  If  the  Madison  road  had  nocom- 
petitor  to  day,  it  could  hot  Without  a  double  track 
and  at  least  double  its  present  power,  perform  one 
half  the  business  that  \tould  be  pressed  ut>on  it.', 
In  1846  the  Madison  toad  was  completed  to  a 
point  north  of  Edinbut^,  56  miles  from  Madison, 
and  its  receipts  for  the  Entire  year  were  ^60,053,- 
48,  or  an  average  of  about  $5,000  00  per  month. 
In  1846  it  was  extend^  still  further  and  the  in- 
come for  the  year  was  $101,  14  79,  or  an  average 
of  $8,420  00  per  mouthk  aiid  in  1847  the  road  was 
completed  to  Indianapodis  87  miles,  and  its  income 
was  $166,663  24,  or  an  average  of  $13,066  per 
month.  It  is  shown  by  the  published  Mports  of 
that  company,  that  the  earnings  for  the  aionth  of 
March,  are  about  an  average  monthly  proportion 
of  annual  revenue.  Tke  JeffersonviUe  road  has 
very  recently  been  put  in  operation  to  fidinburg, 
77  miles,  and  more  thati  half  its  present  line  hav- 
ing been  constructed  within  the  last  twelve  months, 
the  present  earnings  must  as  a  matter  of  course,  be 
greatly  below  a  fair  average  for  the  present  year. 
The  receipts  for  the  palt  month  were  $10,670  90, 
and  assuming  that  as  tiie  average  month,  its  in- 
come for  the  year  would  be  $128,060  80  from  the 
77  miles,  which  is  quite  equivalent  to  the  average 
receipts  of  the  Madisonl  in  the  infancy  of  its  oper- 
ations, including  1847,  ivhen  it  was  completed  to 
Indianapolis,  87  miles.  Its  line  was  then  ten  miles 
longer  than  the  present,  line  of  the  JeffersonviUe, 
whUe  its  average  monthly  receipts  were  only  $13,- 
066,  with  the  superior  advantage  of  its  connection 
with  the  ci^ital  of  the  |tate. 

The  country  traversed  by  these  roads,  respec- 
tively, is  rapidly  improring ;  the  surplus  products 
are  amply  sufficient  to  supply  them  with  remune- 
rating local  business,  independent  of  their  several 
connections.  Upon  the  line  of  the  JefSsrsonviUe 
road  there  is  marked  i^rorement  of  the  country 
throughout  its  entire  length,  since  the  location  of 
the  road.  Between  Jeflfersonville  and  Columbus, 
12  towns  have  beenlaiaoff,ali  rapidly  improving;  9 
steam  miUs  have  been  erected  on  the  line,  and  the 
whole  country  shows  attire  improvement 

In  addition  to  the  loOal  traffic  and  travel  of  the 
JeffersonviUe  road,  and  that  which  must  be  thrown 
upon  it  from  the  numenous,  extensive  and  import- 
ant lines  concentrating  at  Indianapolii>,  its  general 
buuuess,  and  particaUi  ly ,  its  through  travel,  must 
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be  Tastly  increased  by  the  important  and  exten- 
sive lines  of  road  concentrating  at  the  city  of  Loa- 
iarille.  The  road  from  that  city  to  Frankfort  and 
Lexington  is  completed  and  in  successful  opera- 
tion. The  early  completion  of  the  Louisville  and 
Nashville  road  is  now  placed  beyond  a  doubt.  A 
large  amount  of  bonds  of  the  company  have  been 
sold  in  Europe,  and  the  balance  of  stock  requisite 
for  its  construction  has  been  secured,  and  the  work 
wiD  be  vigorously  prosecuted  to  completion,  both 
on  the  main  line  to  Nashville,  and  its  branch  to 
Memphis.  The  most  active  measures  are  being 
taken  for  the  immediate  constructiou  of  the  road 
from  Louisville  to  Danville,  Ky.,  and  Knoxville, 
Tenn.  From  Knoxville  and  Nashville  the  railroad 
connections  will  soon  be  completed  to  Charleston, 
Savannah,  Mobile  and  New  Orleans.  The  amount 
of  business  which  the  Jeffersonville  road  will  de- 
rive from  such  .idvantageous  connections  at  its 
northern  and  southehi  terminus,  cannot  well  be 
estimated,  but  must  be  very  great  as  it  constitutes 
the  connecting  line  between  them.        ; 

The  capital  stock  of  the  Company  ii  now  SI  ,019- 
642  00,  as  follows  : 

Stock  subscribed  and  paid $935,274  00 

Stock  subscribed  not  yet  paid 49,368  00 

Stock  to   be    issued    for    machinery 
and  contracts  not  yet  completed. . .     86,000  00 


$84,868  00 
Stock  owned  by  this  Company  in  branch 

road $171,500  00 

Total  amount  of  stock $1,019,642  00 

The  Company  own  nearly  3,000  acres  of  land, 
selected  for  the  purpose  of  supplying  the  road  with 
timber  and  stone,  which  will  be  of  great  value  to 
the  Company  in  relaying  the  track  when  it  should 
become  necessary,  and  for  further  repairs  of 
bridges,  &.C.  These  lands  were  procured  at  ex- 
tremely low  prices  before  the  location  of  the  line, 
and  have  been  greatly  enhanced  in  value  by  the 
construction  of  the  road.  They  have  also  provided 
ample  grounds  at  suitable  and  convenient  places 
for  Depots,  Water  Stations  and  Stock  yards,  which 
are  now  of  great  value  compared  with  their  origi- 
nal cost. 

The  increased  value  of  the  real  estate  of  the 
Company  may  be  fairly  estimated  at  $100,000  00. 

On  the  28th  of  February,  1851,  a  mortgage  was 
executed  on  sixty-six  miles  of  the  road  to  secure 
the  payment  of  three  hundred  bonds  then  proposed 
to  be  issued,  of  which  only  289  have  been  sold, 
bearing  7  per  cent  interest,  and  to  mature  in  1861. 
The  residue  will  not  be  disposed  of  It  is  propos- 
ed to  issue  seven  hundred  bonds  in  addition  to  the 
above,  and  to  secure  the  payment  a  mortgage  has 
been  executed,  dated  15th  March,  1853,  covering 
tiie  whole  road  from  Jeffersonville  to  Indianapolis, 
about  107  miles,  and  all  the  property  of  the  Com- 
pany, subject  only  to  the  above  lien  of  $289,000, 
on  sixty-six  miles,  part  of  said  line.  Of  the  700 
bonds  so  secured,  800  will  now  be  issued  bearing 
7  per  cent  interest,  payable  semi-annual  at  the 
Bank  of  America,  New  York,  and  to  mature  in  20 
years  from  the  1st  of  April,  1853.  The  remaining 
400  bonds  will  be  issued  as  required  by  the  wants 
of  the  Company. 

When  the  whole  of  these  bonds  are  issued  the 
funded  debt  of  the  Company  will  be  $989,000,  se- 
cured as  above  on  107  miles  of  road,  estimated  to 
cost  as  before  stated  $1,860,000  00,  and  $171,600 
00  of  stock  owned  by  this  Company  in  other  roads, 
to  which  add  $100,000  estimated  advance  in  the 
value  of  real  estate  owned  by  the  Company,  mak- 
ing together  $2,131,600  00  as  security  for  the 
Loan.  j 

'        Wm.  G.  Armstrong,  Pres't. 

April  1,  1868. 


Phtladelphlaaad  Baltimore  Railroad. 

The  Philadelphia  and  Baltimore  railroad  com- 
pany is  preparing  to  proceed  at  once  with  the  er- 
ection of  a  bridge  over  the  Susquehanna  river.  A 
survey  is  already  in  progress  for  thepurboseof  as* 
(ertaioiog  the  best  point  for  its  location. 


(  , 


M adlaon  mnd  ladlaaapolla  &«lSro«d. 

A  meeting  of  the  stockholders  of  the  Madison 
and  Indianpolis  Railroad  was  held  at  the  Stuvey- 
sant  Institute  on  the  22nd  inst.,  to  hear  a  report 
from  the  President,  Mr.  Brough,  on  the  operations 
of  the  road  for  the  past  year.  The  following  is  the 
substance  of  his  remarks; 

Mr.  Brough  commenced  by  reviewing  the  busi- 
ness operations  of  the  road  for  the  year  just  closed. 
He  referred  to  his  prediction  one  year  since,  that 
the  receipts  of  the  road  for  1852  would  reach  $500- 
000,  which  was  then  considered  large.  That  had 
been  more  than  fulfilled.  He  felt  as  safe  in  pre- 
dicting now  that  the  receipts  of  1863  would  reach 
from  $600,000  to  $620,000,  notwithstanding  a  re- 
duction of  26  to  30  per  cent  in  the  tariff,  and  he 
felt  certain  the  expenses  would  fall  below  those  of 
last  year.  The  receipts  of  the  first  quarter  showed 
an  increase  of  $16,000  over  same  time  last  year  ; 
while  during  a  portion  of  that  time  the  entire  busi- 
ness of  the  Shelbyville,  Knightstown  and  Rush- 
ville  roads,  which  the  Madison  road  has  heretofore 
exclusively  enjoyed,  had  been  cut  off  by  the  Jeff- 
ersonville company— that  company  charging  so 
high  a  rate  on  the  Shelbyville  road,  which  the 
Jeffersonville  company  owns,  for  freights  to  and 
from  Madison,  as  to  amount  to  a  prohibition. 

Mr.  B.  went  into  a  full  exhibition  of  the  railroad 
connections  in  his  vicinity,  and  showed  how  the 
trade  of  the  lateral  roads  had  been  cut  off.  The 
city  and  citizens  of  Madison  had  determined  to  re- 
store it  by  building  a  road  from  Columbus  to  Shel- 
byville, and  the  action  in  this  matter  had  been  so 
prompt  as  to  insure  the  completion  of  this  lateral 
line  by  the  1st.  of  September  next,  when  this  trade 
would  be  in  a  great  measure  restored.  Madison 
was  an  equal  market  for  either  Louisville  or  Cin- 
cinnati for  produce,  and  it  would  tend  in  that  di- 
rection, owing  to  the  shortness  and  cheapness  of 
transportation,  if  the  facilities  were  afforded.  He 
also  announced  that  the  road  from  Franklin  on  the 
Madison  road,  westerly  twenty-five  miles  to  Mar- 
tinsville, in  Morgan  County,  would  be  in  operation 
in  a  few  weeks ;  that  a  lease  had  been  taken  on  it 
by  the  Madison  company  for  a  term  of  years,  and 
that  this  would  very  considerably  increase  the  bu- 
siness of  the  Madison  road. 

In  reply  to  the  enquiry  of  a  stockholder,  who 
stated  that  he  received  such  information  from  In- 
dianapolis, Mr.  B.  Stated  that  there  was  no  float- 
ing debt  on  the  road,  and  no  obligation  of  the 
Company  existed  that  it  could  not  promptly  meet. 

He  had  also  been  requested  to  give  the  reason 
why  the  Madison  Company  had  refused  to  trans- 
port the  freight  of  the  Jeffersonville  Company  be- 
tween Edinburg  and  Indianapolis,  thus  rendering 
it  necessary,  as  the  oflScers  of  that  Company  aver- 
red, to  build  a  competing  road  between  those  two 
points.  His  answer  was  that  he  had  made  no  such 
refusal,  for  he  had  not  had  an  opportunity  for  do- 
ing so.  He  had  declined  an  informal  proposition 
to  run  the  engines  and  trains  of  that  Company  on 
his  road,  and  he  must  persist  in  that  ref\isal — ^for 
experience  had  proved  that  such  a  course  would 
lead  to  conflicts  and  diflBculties.  Last  fall  an  ar- 
rangement for  the  transportation  of  hogs  for  Lou- 
isville had  been  made  in  twenty  minutes  after  the 
parties  came  together.  At  that  time  a  freight  ar- 
rangement was  talked  of,  and  Mr.  B.  said  he  would 
like  to  consult  his  Directory  as  to  the  terms,  but 
they  could  be  arranged  without  difficulty,  and  he 
should  remain  open  to  such  a  proposition.  Sinc- 
that  time  the  Jeffersonville  Company  had  not 
sought  any  arrangement,  nor  had  any  official  com- 
munication, except  to  discontinue  the  freight  are 
rangement  on  the  Shelbyville  road.  Mr.  B.  said 
he  felt  great  delicacy  in  alluding  to  these  matters, 
but  the  stockholders  were  entitled  to  facts,  and  he 
gave  them  accordingly. 

Mr.  B.  alluded  at  some  length  to  the  conflicting 
interests,  as  they  are  generally  esteemed,  to  the 
Madison.  He  did  not  design  to  be  too  sanguine. 
He  had  always  expected  to  divide  the  business 
with  other  lines.  The  road  could  not  monopolize 
if  it  would,  for  it  could  not  perform  it  He  did 
not  expect  the  H»dison  to  continue  ita  larg«  in- 


creases, but  it  had  elements  of  strength  that  few 
roads  possessed,  and  he  felt  confident  it  would 
maintain  its  position,  and  continue  to  make  ample 
returns  to  its  stockholders. 

The  new  terminus,  to  avoid  the  inclined  plane 
at  Madison,  Mr.  B.  stated  was  progressing  rapidly. 
Some  changes  had  been  made,  in  making  the  work 
stable  and  permanent  in  its  character,  and  the  cost 
would  exceed  the  original  estimates.  It  would 
amount  to  about  $375,000. 

In  answer  to  a  request  of  a  gentleman  present, 
Mr.  Brough  extended  his  remarks  to  the  state  of 
railroad  lines  in  Illinois.  He  gave  an  elucidation 
of  Illinois  '"State  policy"  as  it  is  termed,  and  the 
obstacles  that  had  been  thrown  in  the  way  of  the 
direct  communication  between  Terre  Haute  and 
St.  Louis.  That  'policy'  he  said  was  argued  in  a 
few  words — "  build  the  crooked  lines  first,  and  the 
straight  ones  will  build  themselves  afterwards,— 
but  if  the  straight  lines  are  built  Jirst,  the  crooked 
ones  will  never  be  built."  The  hostility  to  the 
straight  line  was  that  it  was  too  good  a  thing.  Still 
Mr.  B.  said  it  was  making  its  progress,  and  though 
it  might  have  some  further  obstacles  to  overcome 
its  eventual  success  was  not  a  matter  even  of 
doubt.  It  had  all  the  elements  of  strength  and  va- 
lue, and  would  command  success.  It  might  be 
good  state  policy  to  build  crooked  lines  before 
straight  ones,  but  capitalists  would  hardly  be 
caught  by  such  shallow  baits.  ,  ^  , 


Viekaburgb,  Shrcrcport  and  Texas  Rail- 
road. 

From  the  Vicksburg  Whig,  of  the  16th,  we  take 
the  following  synopsis  of  the  report  of  the  Chief 
Engineer  of  the  road,  made  by  Mr.  N.  D.Coleman, 
President  of  the  Company,  and  transmitted  to  the 
editor  of  the  Whig  for  publication.  It  will  be  found 
interesting,  showing,  as  it  does,  a  clear  view  of 
the  cost  of  the  three  sections  of  this  great  enter- 
prise, which,  together  with  our  other  great  works 
of  internal  improvement,  is  destined  to  exercise  so 
salutary  an  infiuence  over  the  future  prosperity  of 
the  State  at  large  and  the  city  of  New  Orleans.— 
The  following  are  the  estimates : 
Section  1 — From  Vicksburgh  to  Mon- 
roe, 81  miles — Cost  of  embankments, 

trestlework,  bridges,  etc $315,129 

Cost  of  Superstructure 667,729 


••    '  $882,868 

Section  2 — From  Monroe  to  Dorcheat, 
76  7-10  miles — Cost  of  embankment, 

excavation ,  bridges,  etc $649,254 

Superstructure 626,675 

$1,074,929 

Section  3 — From  Dorcheat   to  Texas  ,   . 

line,  49%  miles — Embankment,  tres-  ' 

tlework,  bridges,  etc $402,900 

Superstructure 360,462 


Total— Section  1 382,868 

"       2 1,074,929 

"  "       8 763,353 


$768,363 


$2,711,189 

Motive  power,  cars,  etc 268,800      ; . 

Station  buildings,  etc 76.400    .      ..      ., 

Engineering  expanses  and  con- 
tingencies      100,000      ;',  ,i; 

;'       ,Z......:.'  '.         $8,146,889  .    .. 

Amount  of  trestle  work  on  first  section  is  six  and 
a  half.  On  section  2,  is  less  than  one  mile.  On 
section  3,  is  six  miles  and  three-quarters — less 
than  fourteen  miles  on  the  whole  route  of  206^ 
miles, 

Bridges  are  necessary  at  Tensas  river,  Macon 
river,  Boeuf  river,  and  at  Dorcheat.  The  Ouachi- 
ta and  Red  rivers  will  be  passed  on  steam  ferry 
boats. 

The  embanking  on  section  1,  amounts  to  1,667,- 
290  cubic  yards ;  evcavations  26,676  cubic  yards, 
at  16  cents. 
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The  embankment  or  earth  work  on  section  two, 
amounts  to  3,616,600  cubic  yards,  and  fifty-one 
culverts. 

The  embankment  or  earth  work  on  section  three 
amounts  to  1,660,748  cubic  yards,  and  thirty-two 
culverts. 

ITe'vrTork  Consolidated  Railroads. 

The  Rochester  American  says : 

Railroad  negotiations  affecting  the '  interests  of 
Rochester  very  materially,  have  been  made  with- 
in a  few  days,  and  need  only  official  ratification  to 
become  fixed  facts.     The  parties  to  the  same  are 
the  New  York  consolidated  railroads  and  the  Buf- 
falo and  New  York  city  railroad,  acting  in  con- 
junction on  the  one  side,  and  numerous  other  roads 
hereafter  named  on  the  other  part.    As  we  are  in- 
formed the  projects  are  as  follows  :  TheConhocton 
yalley  railroad  is  to  be  stopped  at  Avon,  and  is 
not  to  be  carried  beyond  the  Qenessee  river.    All 
their  works  west  of  the  Genessee  river  are  to  be 
abandoned  in  consideration  of  the  sum  of  S360,000 
to  be  paid  by  the  consolidation  of  the  Bufialo  and 
New  York  city  railroad.    The  Canandaigua  and 
Niagara  Falls  railroad  is  to  give  up  its  proposed 
terminus  at  Bufialo,  and  go  to  Tonawanda  and  the 
Falls,  in  consideration  of  the  sum  of  S200,000,  to 
be  paid  as  above.     Collateral  to  these  plans  are 
also  the  projects  of  leasing  the  Genessee  Valley  R. 
R.,  and  putting  a  quietus  upon  the  Rochester  and 
Honeoye  Falls  railroad.     These  may  be  regarded 
as  among  the  first  fhiits  of  consolidation.     They 
are  of  the  highest  importance  to  the  roads  inter- 
ested, and  as  far  as  the  Bufialo  and  New  York  city 
railroad  is  concerned,  are  of  paramount  advantage 
to  them.     It  is  impossible  now  to  state  what  ac 
tion  may  be  taken  upon  the  leasing  of  the  Valley 
road.    The  directors  meet  to-morrow  in  this  city, 
when,  we  presume,  the  committee  of  conference 
will  report.     A  majority  of  them  are  adverse  to  it. 
It  remains  then  for  the  stockholders  by  the  next 
election  of  directors,  which  is  held  in  June,  to  de- 
signate the  course  they  wish  pursued.     If  a  majo 
rity  of  the  shares  favor  leasing,  it  will  be  done 
The  papers  are  ready  for  execution. 


liouiaiana. 

The  New  Orleans  Commercial  Bulletin,  of  the 
28rd  April,  gives  the  following  synopsis  of  the  bills 
which  have  recently  been  passed  by  the  Legisla- 
ture of  Louisiama,  subscribing  to  the  capital  stock 
of  the  Jackson,  the  Opelousas,  and  the  Vicksburg 
Railroads. 

"The  vote  on  extending  State  aid  to  the  New 
Orleans,  Jackson  and  Great  Northern  Railroad  Co., 
stood  62  yeas  to  16  nays — being  12  more  than  the 
Constitution  required  to  secure  its  passage. 

Section  one  enacts  that  it  shall  be  the  duty  of 
the  State  Treasurer,  within  ten  days  after  the  pas- 
sage of  the  act,  to  subscribe  for  64,000  shares  of 
S25  each,  to  the  stock  of  the  road  above  mention- 
ed, being  one-fifth  of  the  entire  number  of  shares 
amounting  to  $1,600,000- 

Section  two  provides  that  payments  for  said 
shares  shall  be  made  in  the  bonds  of  the  State, 
according  to  law,  and  for  the  payment  of  said  bonds' 
and  accruing  interest,  the  shares  of  stock  subscri- 
bed and  all  revenues  that  may  be  derived  there- 
from, are  set  apart  to  remain  forever  pledged. 

Section  three  declares  that  the  Board  of  Direc- 
tors shall  on  or  before  the  first  Monday  in  Novem- 
ber, in  every  year,  furnish  the  Auditor  of  Public 
Accounts  with  an  estimate  of  the  amount  that  may 
be  due  said  Company  upon  its  capital  stock  for 
Ae  ensuing  year ;  no  bonds  shall  be  issued  by  the 
Governor  unless  the  estimate  required  be  furnish- 
«i  the  Auditor,  as  before  specified,  and  the  amount 
of  bonds  the  Governor  may  issue  shall  never  ex- 
ceed the  estimate  furnished  by  the  Company  on 
up  ^"^  Monday  of  November  next  preceding ; 
Provided,  however,  that  any  subscription  to  said 
stock  that  m»y  be  due  on  the  first  Monday  in  No- 
vember, 1863,  shall  be  paid  in  bonds  as  is  provided 
for  by  law,  without  the  estimate  herein  required  to 
be  given." 

Section  four  directs  that  for  the  payment  of  the 


interest  that  may  accrue  upon  the  bonds  issued 
under  this  act,  the  Auditor  shall,  within  thirty 
days  after  he  receives  the  assessment  rolls  from 
the  several  Parishes  and  Municipal  corporations, 
proceed  to  determine,  by  accurate  calculation, 
what  rate  of  taxation  on  the  movable  and  immov-j 
able  property  of  the  State  will  suffice  to  pay  thd 
interest  for  the  ensuing  year,  on  the  outstanding 
bonds,  and  to  pay  the  interest  that  may  become 
due  within  the  year,  and  the  bonds  that  may  be 
issued  the  ensuing  year ;  to  notify  the  Sherifife  and 
Tax  Collectors  of  the  rate  of  taxation,  fixed  as  be- 
fore mentioned,  for  the  payment  of  said  interest ; 
said  rate  of  taxation  shall  be  known  as  the  Inter- 
tal  Improvement  Tax,  and  said  tax,  as  annually 
ascertained,  shall  be  levied  upon  all  the  movable 
and  immovable  property  that  may  be  annually 
assessed  in  the  Stale ;  Sheriffs  and  Collectors  are 
to  collect  the  tax,  in  the  manner  provided  for  by 
law,  etc. 

Section  five  appropriates  $11,000  for  the  pay- 
ment of  the  interest  that  may  accrue  on  the  bonds 
to  be  issued  during  the  current  year,  and  S13,000 
to  pay  the  interest  on  the  bonds  that  may  be  issued 
during  the  year  1864.  The  act  takes  efffect  from 
and  ailer  its  passage. 

The  subscription  to  the  Opelousas  road  is  48,000 
shares  of  $25  each,  amounting  to  $1,200,000,  and 
the  bill  provides  for  the  appropriation  of  $8,000  to 
meet  the  interest  of  the  present  year,  and  $10,500 
to  pay  that  of  1854. 

The  subscription  to  the  Vicksburg  and  Shreve- 
port  railroad  is  32,000  shares  of  $26each,  amount- 
ing to  $800,000.  The  sum  $2,600  is  appropriated 
to  pay  the  interest  that  may  fall  due  this  year, 
and  $4,600  to  pay  that  which  may  accrue  in  the 
year  1854. 


For  the  Railroad  Joamal. 
Raolna,  JanesTllle  and  MlsaUalppl  R>  Rt 

The  company  engaged  in  the  construction  of  this 
road,  was  chartered  by  the  legislature  of  the  state 
of  Wisconsin,  in  1862,  and  was  organized  in  Nov. 
following.  The  preliminary  surveys  were  comple- 
ted, and  the  line  from  the  city  of  Racine  to  the  vil- 
lage of  Beloit,  on  Rock  river,  was  put  under  con- 
tract on  the  1st  inst.  The  work  of  grading  was 
commenced  on  the  6th  inst.,  and  26  miles— or  the 
line  from  Racine  to  Fox  river — is  to  be  completed 
and  stocked  by  the  first  day  of  January  next ;  and 
the  line  to  Beloit  (66  miles,)  is  to  be  fully  comple- 
ted and  equipped  by  the  first  day  of  Sept.,  1864. 

This  road  will  pass  through  the  counties  of  Ra- 
cine, Walworth  and  Rock,  to  Beloit, and  will  there 
connect  with  the  Beloit  and  Madison  railroad,  lead- 
ing to  the  capital  of  the  state,  and  from  thence  to 
Portage  city.  It  will  also  connect  at  Beloit  with 
the  Belvidere  Branch  railroad,  with  the  Rock  Is- 
land and  Rockford  railroad,  and  with  the  Rockton 
and  Freeport  railroad,  which  latter  road  is  to  be  an 
extension  of  this  road  to  Freeport  in  the  state  of 
Illinois.  At  Freeport  it  will  cormect  with  the  D- 
linois  Central  railroad  from  La  Salle,  from  the 
south,  and  also  with  Galena,  DuBuque,  and  Mine- 
ral Point,  from  the  north-west,  and  with  the  Sav- 
annah Branch  railroad  from  the  west,  thus  making 
not  only  the  shortest  and  most  direct  commu- 
nication between  Lake  Michigan  and  the  Missis- 
ippi  river,  but  also  affording  much  the  shortest 
route  to  the  Lake  from  Beloit, Rockford,  Freeport, 
Savanna,  Galena,  Dubuque,  Mineral  Point,  Madi- 
son, Janesville,  and  all  other  intermediate  points. 
It  also  traverses  the  best  settled,  and  much  the 
richest  portion  of  Wisconsin  and  north-wet  Illi- 
nois. The  entire  line  is  of  the  most  feasible  char- 
acter, and  it  is  believed  that  it  can  be  constructed 
*t  a  less  cost  per  mile,  than  any  road  yet  construct- 
ed in  the  west.    Three-quarters  of  that  portioo  of 


the  road  now  under  dobtract,  viz ;  from  ihe  city  of 
Racine  to  Beloit,  sixtyi-five  miles,  with  fhll  equip- 
ments, has  been  provided  for,  and  to  meet  the  bal- 
ance, the  company  haVe  public  and  private  sub- 
scriptions to  the  amount  of  five  hundred  and  nine- 
ty thousand  dollars,  obtained  wholly  upob  the  line 
of  the  road.     As  an  evidence  of  the  con6dence  of 
the  people  upon  the  l^e,  in  the  impor({mce  and 
stock  of  this  company^  it  may  be  mentioned  that 
some  six  towns  and  cities  have  subscribed  liberal- 
ly to  its  stock  in  their  corporate  capacity,  and  in 
most  cases  by  an  entirely  unanimous  voite.     And 
another  fact  is  also  wbrthy  of  being  mentioned, 
viz :  The  town  of  Beloit  having  subscribed  one 
hundred  thousand  doUirs  of  the  stock,  was  soon 
afterwards  offered  par  tor  the  same,  which  propo- 
sition was  submitted  td  a  Tpwn  meetingon  Satur- 
day last,  and  almost  tinanimously  declined.    Its 
eastern  terminus,  the  city  of  Racine,  offers  advan- 
tages for  marketing  axxi.  shipping  produce  and  oth- 
er property,  second  to  ho  other  point  on  lake  Mi- 
chigan.   It  possesses  o^e  of  the  most  eli^ble  har- 
bors on  the  entire  chaii  of  lakes  and  it  has  always 
been  only  second  in  size,  p<^ulation  and  business 
of  the  cities  of  the  state. 

A  glance  at  the  map  ViH  show  that  a  line  drawn 
from  Albany,  N,  Y.,  to  Iowa  city,  bringa  the  fol- 
lowing lines  of  railroad  in  ahnost  an  air  line,  viz  : 
the  line  from  Albany  to' Niagara  Falls,  from  thence 
to  Port  Saruia,  at  the  f(*ot  of  lake  Huron,  over  the 
Canada  railroad,  from  thence  to  Grand  Haten,  over 
the  Pontiac  and  Grand  ttaven railroad, from  thence 
across  lake  Michigan,  CO  miles,  from  tlience  to 
Beliot'  over  the  Racing  railroad,  fW>m  tkence  to 
Savanna  on  the  Mississ^pi  river,  over  the  Rockton 
and  Freeport  and  SavaAna  branch  railroads.  This 
route  will  be  full  one  hundred  miles  shorUer,  more 
direct  and  pleasanter  ihaa  any  other  ntate.     A 
branch  is  also  in  contenlplation  fVom  the  Michigan 
Central  railroad  to  the  knouth  of  the  Kalamazoo 
river,  which  is  directlyl  opposite  Racine,   which 
will  ftimish  another  vertr  short  and  directcommu- 
nication  with  the  seaboard.     Lake  Michigan  can 
always  be  crossed  with  0ntire  certainty  ten  months 
in  the  year,  and  generally  e^ery  day  in  tke  year, 
and  the  long  and  tediout  circuit  around  tbe  head 
of  the  lake  for  the  people  of  Wisconsin,  Iowa  and 
Miimesota  cannot  be  etidured,  and  it  is  <without 
the  least  necessity  ;  heOce  it  cannot  be  doubted 
that  the  short,  straight  ind  direct  line   is  destined 
to  at  least  a  fair  share  oT  the  carrying  and  passen- 
ger business.  In  view  o^  the  above  considerations 
and  facts,  the  proprietol^  of  this  road  have  felt 
warranted  in  undertaking  its  construction;.     From 
a  very  careful  estimate  <^f  the  local  business  that 
will  come  upon  this  line,  based  upon  accurate  and 
reliable  statistics,  has  satisfied  the  company  that 
from  this  source  alone,  a  handsome  remuneration 
may  be  relied  upon,  whi^e  for  through  business  no 
road  can  successfully  cbmpete  with  it  until  the 
present  position  of  the  Mississippi  river  a|kd  lake 
Michigan  shall  have  beeb  changed.  | 

The  parties  to  whom  ithe  construction  of  the 
work  has  been  committeid,  being  largely  interested 
in  its  early  completion,  tihe  apaple  experience  and 
means  which  they  possess,  together  with  the  ear- 
nest manner  in  which  they  have  already  begun 
the  work,  afford  the  mo$t  satisfactory  guarantee 
that  the  terms  of  the  cobtract  will  be  fully  met, 
and  the  purposes  of  the  ()o.  carried  oat.  j 
From  the  fact  that  the  road  will  comiect  the 
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Mississippi  river  with  lake  Michigan  at  the  near- 
est possible  point,  together  with  the  rich  and  pop- 
ulous country  through  which  it  pasfes,  it  is  he- 
lieved  no  raihxMul  stock  in  the  west  presents 
stronger  inducements  for  inyestment,  and  there 
can  be  no  doubt  of  its  proving  at  least  remunera- 
tive. 

The  officers  of  this  company  are  as  follows : — 
Directors. — Elias  Bmith,  John  Dickson,  Marshall 
M.  Strong,  Charles  S.  Knight,  Isaac  Taylor,  Chas. 
Herrick,  Reuben  M.  Norton,  Henry  S.  Durand,  all 
of  Racine;  (leorge  B.  Sanderson,  Beloit;  Wm.  A. 
Lawrence,  Janesville ;  Wm.  C.  Allen,  Delavan ;  W. 
H.  Hodges,  Elkhorn,  and  John  A.  C.  Gray  New 
York. 

Henry  S.  Durand,  president ;  Chas.  S.  Knight, 
secretary;  Simeon  Draper,  New  York,  treasurer 
Henry  J.  Ullmann,  Racine,  asst.  treasurer ;  Chas. 
1.  Prescott,  chief  engineer,  and  James  R.  Doolit- 
tle'  attorney. 

Fro>p«otns  of  the  Gramd  Tramlc  Rall'vray  of 
C»Bmda> 

Below  we  give  the  prospectus  of  the  Grand 
Trunk  line  of  Canada,  which  has  just  been  placed 
before  the  London  market.      The  lines  that  com- 
pose it  are  the — 
;  C^  f  Miles. 

Samia  and  Toronto !. L 172 

Toronto  and  Montreal ', 345 

8t.  Lawrence  Bidge V^*"*' ^ 

St.  Lawrence  and  Atlantic...  ^.>^.f 140 

Quebec  and  Richmond t^^^^^  i... 100 

Quebec  and  Trois  Pistolls Vh£.. 253 

Petersboro'  Branch 60 

Atlantic  and  St.  Lawrence,  (leased) 150 

Total 1,112 

The  main  trunk  from  Samia  to  Trois  Pistolls  is 
912  miles,  in  a  very  direct  course,  from  souUiwest 
to  northeast.   ,  i    I        . 

With  the  exception  of  the  Great  Western,  and 
one  or  two  roads  of  minor  importance,  the  above 
scheme  contemplates  the  construction  of  a  system 
of  railroads  adapted,  and  adequate,  to  the  wants  of 
the  entire  Province.  The  parties  who  have  under- 
taken this  vast  work,  Messrs  Peto,  Brassey,  Betts, 
and  Jackson,  are  also  engaged  in  carrying  out 
similar  schemes  for  the  Provinces  of  New  Bruns- 
wick and  Nova  Scotia,  involving  an  amount  of  road 
inferior  only  in  extent  to  that  undertaken  in  Can- 
ada. The  systems  of  the  Upper  and  Lower  Prov- 
inces will  probably  be  eventualy  connected  by  the 
prolongation  of  the  Canadian  line,  following  down 
to  the  St.  Lawrence  river,  and  the  New  Bnmswick 
line  extending  up  the  Gulf;  and  ailso  by  the  con- 
struction of  the  European  and  North  American 
Railroad,  in  Maine.  The  accomplishment  of  all 
these  great  projects  is  necessary  to  give  symmetri- 
cal proportions  to  that  part  of  the  great  North 
American  system  of  Railroads  designed  for  the 
Provinces  and  the  eastern  States,  and  will  supply 
all  the  railroad  facilities  that  will  for  many  years 
be  required  by  more  than  2,500,000  of  people  in 
Canada,  Nova  Scotia  and  New  Brunswick,  and 
occupying  an   area  of  some  80,000  square  miles. 

In  our  next  we  shall  give  a  portion  of  the  appen- 
dix to  the  foregoing  prospectus,  which  is  excluded 
from  our  present  issue  for  want  of  room.  — 

The  government  and  legislature  of  Canadahave 
by  various  acts  incorporated  several  companies  for 
the  construction  of  different  sections  of  the  Main 
Trunk  line  of  railway  throughout  the  province  ; 
and  Acts  of  the  Canadian  Parliament  have  also 
been  passed  authorising  the  amalgamation  of  all 


the  companies  whose  railways  intersector  join  the 
Main  Trunk  railway  with  the  Grand  Trunk  rail- 
way company,  so  as  to  form  one  company,  under 
the  name  of  the  "Grand  Trunk  Railway  Company 
of  Canada."  Arrangements  are  accordingly  in  pro- 
gress for  a  fusion  of  the  Grand  Trunk  railway  Co. 
of  Canada  East,  the  Quebec  and  Richmond  rail- 
way company,  the  St.  Lawrence  and  Atlantic  rail- 
way company,  the  Grand  Junction  railway  compa- 
ny, and  the  Toronto  and  Guelph  railway  company 
company,  forming  together  964  miles  of  railway 
(including  a  bridge  over  the  St.  Lawrence  at  Mon- 
treal, which  will  be  constructed  under  the  superin- 
tendence of  Robert  Stephenson,  Esq.,  M.  P.,  and 
A.  M.  Ross,  Esq.,)  with  a  combined  capital  of  £9, 
500,000,  and  for  a  lease  in  perpetuityof  the  Atlan- 
tic and  St.  Lawrence  railway  from  tie  point  of  its 
junction  with  the  Grand  Trunk  railway  to  the  city 
of  Portland,  148  miles,  whereby  access  is  obtained 
to  the  Atlantic  at  one  of  the  natural  harbors  of  the 
Western  Continent. 


The  capital  is 

Made  up  as  follows : 
Amount  already  raised  in 

shares  and  spent  on  works 

of  the  St.  Lawrence  and 

Atlantic  and  Quebec  and 

Richmond  railways X683,400 

Amount  already  raised  on 

bonds 733,000 


X9,600,000 


£1,416,400 
Reserved  in  shares  and  de- 
bentures for  the  share- 
holders in  the  St.  Law- 
rence and  Atlantic  and  ' 
Quebec  and  Richmond 
railways  on  the  amalga- 
mation, and  for  the  bond- 
holders of  the  Ontario, 
Simcoe  and  Huron  rail- 
way company 837;600 


2,264,000 


Leaving X7,246,000 

This  amount  will  be  created  and  apportioned  as 
follows : 


Stock  in  144,920  shares  of 
£25  each 

Debentures  of  £100  each, 
payable  in  25  years,  bear- 
ing interest  at  6  per  cent, 
per  annum,  payabls  half 
yearly  in  London,  and 
convertible  into  shares,  on 
or  before  the  first  day  of 
Jan.  1863,  at  the  option 
of  the  holder 

And  debentures  converti- 
ble into  bonds  of  the  Pro- 
vincial government  of 
£100  each,  payable  in  20 
years,  bearing  interest  at 
6  per  cent  per  annum  pay- 
able half  yearly  in  Lon- 
don   


£3,628;000 


1,811,500 


1,811,600 


£7,246,000 

Of  these  144,820  shares,  it  is  proposed  now  to 
issue  one-half,  viz:  £1,811,600  in  shares,  and  the 
same  amount  in  debentures,  the  other  half  having 
been  agreed  to  be  taken  by  the  contractors,  who, 
however,  engage  to  give  the  holders  of  such  shares 
on  the  Ist  July,  1864  (12  months  after  the  antici- 
pated opening  of  the  St.  Lawrence  and  Atlantic 
section  of  the  railway,)  the  option  of  taking  in  equal 
proportions,  two  thirds  of  such  remaining  moiety ; 
that  is  to  say,  every  holder  of  30  such  shares  will 
on  the  Ist  July,  1854,  be  entitled  to  claim  20  shares 
more  at  par,  together  with  an  equal  amount  of  de- 
bentures also  at  par.  Such  additional  shares  and 
debentures  to  bear  interest  at  6  per  cent.,  from  the 
said  1st  July ,  1854. 

£200  of  debentures  (one-half  of  each  descrip- 
tion) will  be  issued  at  par  with  each  £200  of 
shares. 


By  the  law  granting  the  provincial  aid,  it  is  pro- 
vided that  the  bonds  of  the  province  shall  be  issued 
as  the  works  advance.  These  bonds  will,  therefore 
be  held  in  trust,  to  be  delivered  pro  rata  to  the 
holders  of  the  convertible  debentures. 

Interest  at  the  rate  of  six  per  cent  per  annum 
from  the  completion  of  the  amalgamation,  until 
the  entire  works  are  finished,  will  be  paid  half- 
yearly,  in  London,  in  Sterling,  on  the  amount  from 
time  to  time  paid  upon  each  share.  The  dividends 
as  declared,  will  also  be  payable  in  Sterling,  inLon- 
d<Hi. 

The  first  payment  in  respect  of  the  Shares  and 
Debentures,  will  take  place  on  allotment  as  follows 
viz : — £5  on  each  share,  and  20  per  cent  on  e&ch 
debenture,  to  be  paid  at  the  Company's  Banken 
in  London,  Liverpool,  or  Canada.  The  remainder 
will  be  called  up  by  instalments,  not  exceeding 
£2  10s.  per  share,  and  10  per  cent  per  debenture 
at  intervals  of  not  less  than  four  months  between 
each  call,  and  the  first  call  will  not  be  made  until 
the  expiration  of  six  months  from  the  date  of  al- 
lotment. Subscribers  "vill,  however,  have  the  pri- 
vilege of  anticipating  the  cidlsupon  the  debentures, 
receiving  six  per  cent  interest  on  the  amount  paid 
up  in  advance. 

The  description  and  objects  of  the  Grand  Trunk 
Railway  are  fully  set  forth  in  the  appendix,  to 
which  especial  reference  is  craved. 

The  more  prominent  points  therein  are  : 

1.  The  completeness  of  the  system  of  RailwaT, 
engrossing,  as  it  does,  the  traffic  of  Canada  and 
the  State  of  Maine,  and  precluding  injurious  com- 
petition. 

2.  The  large  amount  of  Government  guarantee 
and  of  Canadian  capital  invested — being  two  mil- 
lions eight  himdred  thousand  pounds  sterling. 

3.  The  fact  Hoi  two  hundred  and  fifty  miles  of 
the  Railway  are  now  open  for  traffic — to  be  in- 
creased to  390  miles  by  the  close  of  the  present 
year. 

4.  The  execution  of  the  whole  remaining  works 
being  in  the  hands  of  most  experienced  contractors; 
the  eminent  English  firm  of  Messrs  Peto,  Brassej, 
Betts  and  Jackson,  having  \mdertaken  six-sev- 
enths thereof,  including  the  St.  Lawrence  Bridge 

6.  The  cost  of  the  railway  being  actually  de- 
fined by  the  contracts  already  made,  whereby  any 
apprehension  of  the  capital  being  found  insufficiei; 
is  removed. 

In  the  appendix  will  also  be  found  the  data  for 
the  following  sunvmartf  of  probable  revenue. 

On  1,112  miles,  at  an  aver- 
age of  above  £26  per  mile,  £1,479  660. 

Deduct  working  expenses, 
40  per  cent 691,864 


Interest  on  debenture  debt, 

£4,636,200 278,100 

Rental  of  Atlantic  and  St. 

Lawrence  Railway 60,000 


£887,796 


338,100 


£649,696 

Thus  showing  a  profit  on  the  share  cftpita^  ^' 
864,800  of  nearly  UK  P«r  cent 

Pro-rldeme*  and  IVorcester  aad  Horfolk  C«> 
R«Uro«dB. 

Parties  interested  in  the  the  Norfolk  Co.  Rail- 
road have  secured  the  control  of  a  majority  of  ti® 
Stock  of  the  Providence  and  Worcester  road.  Mf 
Crane,  President  of  the  former,  states,  in  an  ad- 
dress to  the  stockholders,  that  in  consequence  ol 
this  arramgement  it  would  enable  the  Norfolk  Co. 
road  to  control  the  business,  not  only  of  the  Black- 
stone  A'^alley,  but  also  in  consequence  of  lighter 
grades,  in  his  opinion,  in  part  of  the  cities  of  PrO" 
vidence  and  Worcester. 

From  Blackstone,  he  said  the  road  would  oe 
finished  to  Mechanicsville  by  September  next,  on- 
ly 22  miles  distont  from  New  Havep,  which  coaia 
be  reached  over  the  Norwich  and  Worcester  ana 
New  London  and  New  Haven  roads,  thus  opening 
a  line  to  New  York,  which  is  tem  miles  nearer 
than  by  the  way  of  Springfield. 
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ftaUraad  Items  . 

The  Sydney  Banner  states  that  the  Board  of 
Pirectors  of  th«  Dayton  and  Michigan  Raihoad 
have  determined  to  surrey  and  estimate  the  line 
through  Piqua  to  Sydney,  before  commencing  the 
construction  on  the  line  this  spring. 

The  work  on  the  Ohio  and  Mississippi  road  will 
be  commenced  at  Vincennes  on  the  5th  of  May, 
at  which  time  the  people  there  are  determined  on 
a  grand  fete  on  the  occasion,  and  especiaDy  to 
invite  gentlemen  from  Cincinnati  and  St  Louis  to 

attend  it. 

The  Steubenville  and  Indiana  road  progresses 
well.  Up  to  this  time  $1,000,000  has  been  expend- 
ed on  the  line.  The  laying  of  the  track  has  been 
commenced.  All  the  rails,  heavy  T.,  have  been 
procured,  and  are  now  in  course  of  delivery.  The 
Newark  Gazette  says  the  line  from  Steubenville 
to  Newark  will  be  completed  by  the  1st  of  Decem- 
ber next. 

A  convention,  numerously  attended,  was  held  at 
St,  Marys  on  the  14th  inst.,  to  take  measures  for 
the  construction  of  a  railway  from  Dayton  to  Piqua 
and  St.  Marys  to  Toledo.  The  proceedings  of  the 
meeting  were  spirited.  The  Dayton  Gazette  says 
the  whole  country  north  of  Piqua  would  listen  to 
no  suggestion  which  contemplated  a  road  to  Cin- 
cinnati, without  making  Dayton  a  point.  The  de- 
termmation  is  to  reach  Dayton,  the  coal  mines 
and  the  Queen  City.  They  have  no  fears  (rfbeing 
able  to  reach  Cincinnati  from  Dayton.  This  or- 
ganization may  use  the  Eaton  and  Piqua  charter 
north  of  the  latter  place,  if  it  can  be  used  without 
diverting  the  lines  from  Dayton ;  but  that  is  left 
an  open  question.  The  Dayton  Gazette  says  this 
line  will  be  completed  to  Toledo  In  two  years. — 
By  which  time  they  can  run  in  connection  with 
the  Short  Line  road  to  this  city,  and  run  thewhole 
200  miles  on  a  six  foot  gauge  from  city  to  city. 


vested;  and  we  hail  vnth  much  satisfaction  its 
near  approach  to  completion  aa  far  as  the  Wabash 
river.  "Within  two  years,  we  h<^  to  aae  its  exten- 
sion to  St.  Louis,  160  miles  farther,  in  succesaful 
operation.  But  even  within  one  short  month,  we 
shall  liave  continuous  and  very  direct  roads,  not 
only  to  Terre  Haute,  but  to  Madison  and  Jeflferson 
on  the  Ohio  river,  (passing  through  Indianapolis,) 
and  also  to  Lafayette,  in  the  interior  of  Indiana, 
bringing  us  into  intimate  railroad  connection  with 
western  Ohio,  and  a  large  portion  of  the  state  of 
Indiana. 

We  must  not,  however,  overlook  the  fact,  that 
the  recent  completion  of  the  Ohio  and  Pennsylva 
nia  road  from  Pittsburg  to  Crestline,  presents  to 
our  neighbors  of  Philadelphia  and  Baltimore,  con 
tinuous  railroads  to  the  same  important  western 
points,  with  the  exception  of  the  crossing  of  the 
Alleghany  river  at  Pittsburg,  which  has  not  yet 
been  effected. 

We  learn  that  it  is  the  intention  of  the  Cleve- 
land, Columbus  and  Cincinnati  company  to  lay 
down  a  second  track  from  Cleveland  to  Gallon,  at 
the  earliest  period  practicable  ;  and  in  view  of  the 
large  increase  of  business  which  may  be  anticipa- 
ted on  the  opening  of  the  Bellefontaine  and  India- 
na line,  we  should  deem  this  a  very  commendable 
measure. 

The  closing  of  the  short  link  which  now  remains 
will  give  us  also  a  direct  railroad  communication 
with  Madison  to  the  Ohio  river,  and  what  is  of  still 
more  importance,  with  Jeffersonville,  opposite 
Louisville :  thus  striking  the  Ohio  river  below  the 
Falls.  This  is  what  must  become  a  very  import- 
ant thoroughfare  at  all  times,  but  especially  dur- 
ing the  season  of  low  water  in  the  river. 
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An  adjourned  meiting  of  the  AndrcBCOggin  and 
Kennebec  Railroad  fcompany  was  held  on  uie  27th 
Inst.,  to  hear  the  re^rt  of  a  committee  appointed 
to  devise  m«aDS  to^kprove  t^  financial  coaditioo 
of  the  company.  The  plan  proposed  was  to  raise 
two  hundred  and  fi^y  thousand  dollars,  by  the  is- 
sue of  bonds  to  the  teimount  of  five  hundred  thou- 
sand dollars,  payabfe  in  ten  years  in  stock  of  the 
company,  at  par,  wHh  interest  coupons  amiexed  ; 
payable  semi-annuilly  in  cash. — For  these  bonds 
the  stockholders  arfc  to  pay  one-half  in  cash  on  or 
before  the  1st.  day  lof  July,  1863,  and  one-half  in 
the  stock  of  the  company  at  par.  Tt^us  the  stock 
holder,  aviling  himielf  of  this  privilege,  will  re- 
ceive interest  on  the  stock  tamed  iti,  as  well  as 
on  his  cash,  semi-annually.  The  bonds  are  con- 
vertible into  stock  kt  any  time.  The  proposition 
was  acceded  to  by  the  meeting,  and  laboat  aeven- 
ty  thousand  dollarf  of  the  bonds  subscribed  for 
'on  the  spot. 

arylamd^  1 

A  bill  to  construct  a  railroad  though  Worcester 
county,  in  this  State,  to  form  a  connection  in  a 
new  line  from  the  north  to  the  south,  has  passed 
the  House  of  Delegates  by  a  vote  of  thirty-nine 
yeas  to  sixteen  navy.  The  Metropolitan  Railroad 
bill  also  passed  the  same  body,  thirty-eight  to  fif- 
teen. The  latter  atthorises  the  making  of  a  road 
through  Washingtoto,  Frederick  and  Montgomery 
counties  to  the  District  of  Columbia,  for  some 
point  in  proximity  jwitl^  the  Baltimore  and  Ohio 
Railroad.  The  lasi  mentioned  bill  ptieviously  pas- 
sed the  Senate,  but  baring  been  amended  in  the 
House  by  the  impceition  of  a  capitataon  tax,  will 
have  to  go  back  to  the  Senate  for  further  consid- 
eration. I  A 


BellefonUtlne  and  Inillana  Railroad . 

We  are  gratified— and  know  that  many  of  our 
raihoad  friends  will  share  the  pleasure  of  the  an- 
nouncement, that  another  link  in  the  great  chain 
of  our  western  communications  has  just  been  closed. 
We  allude  to  the  finishing  of  that  part  of  the  im- 
portant line  above  named,  between  Marion  and 
Bellefontame,  a  distance  of  40  miles.  We  have 
previously  referred  to  the  opening  of  the  eastern 
end  of  the  same,  from  Galion  to  Marion,  20  miles, 
and  of  the  link  from  Bellefontaine  to  Sidney,  23 
miles.  There  are  also  nine  miles  of  track  laid  west 
of  Sidney,  leaving  but  29  miles  on  which  the  grad- 
ing and  bridging  are  finished,  yet  to  lay  ;  which, 
it  is  expected,  will  be  completed  during  the  month 
of  May.  There  is  a  continuous  line  laid  on  this 
road  92  miles  long,  and  the  trains  now  run  regu- 
larly between  Galeon  and  Sidney,  88  miles,  pass- 
ing through  Marion  and  Bellefontaine.  A  letter 
from  a  fHend  who  was  present  at  the  opening  ce- 
lebration, which  took  place  on  Saturday,  the  28d 
inst.,  states  that  a  train  of  passenger  cars  filled 
with  four  hundred  ladies  and  gentlemen,  passed  on 
that  day  from  Galion  to  Bellefontaine  and  back ; 
and  that  passenger  and  freight  trains  commenced 
their  regular  trips  between  Galion  and  Sidney,  on 
Monday  the  25th.  But  26  miles  remain  to  close 
the  long  chain  from  New  York  to  Terre  Haute,  a 
total  distance  of  961  miles  of  continuous  railroad. 
We  have  frequently  referred  to  this  great  line  of 
internal  communication  as  one  of  the  most  valua- 
ble in  which  New  Tork  means  have  ever  been  in- 


Memphis  and  Cliarleston  Railroad. 

A  meeting  of  the  stockholders  of  the  Memphis 
and  Charleston  railroad  company  was  held  lately 
at  Huntsville,  Ala.  The  affairs  of  the  company  are 
prosperous,  and  the  prospect  fair  for  an  early  com- 
pletion of  the  road.  The  whole  road  has  been  lo- 
cated, and  all  of  it  which  lies  in  Tennessee  and  Ala- 
bama not  already  under  contract  will  be  put  un- 
der contract  immediately. 

The  eastern  division  of  the  line  which  extends 
from  Mississippi  line  to  Crow  Creek,  will  probably 
be  completed  during  1854. 

Of  the  western  division,  which  extends  from  the 
Alabama  line  through  Mississippi  to  Memphis,  50 
miles  have  been  put  under  contract,  and  on  forty 
one  miles  the  iron  is  already  laid.  "  A^regating" 
adds  the  Advocate,  "  the  two  divisions,  the  gener- 
al estimate  of  the  cost  of  the  Memphis  and  Char- 
leston railroad,  of  273i  miles  main  trunk,  and  15 
miles  branches,  is  $4,493,773,  viz :  eastern  divis- 
ion $2,609,774 ;  western  division  $1,983,998— av- 
erage cost  per  mile  of  288i  miles  of  road  construc- 
tion, $13,576.  The  cost  is  considerably  greater 
than  when  estimates  were  made  by  Col.  Gamelt. 
The  diffference  arises  from  the  great  advance  in 
the  cost  of  railroad  iron,  equal  3,000  per  mile,  the 
price  of  labor,  etc.,  and  the  construction  of  fifteen 
miles  branch  road.  In  a  few  weeks  one-third  of 
the  main  trunk  will  be  completed  and  equipped  ; 
92  miles  of  first  class  railroad  for  an  outlay  of 
$960,000,  average  $10,000  per  mile,  fuDy  equipp- 
ed for  business.  It  may  be  safely  affirmed  that  no 
company  has  ever  opened  to  the  public  92  miles 
of  railroad  under  such  encouraging  auspices  ae  to 
proopectiv©  reBonrces." 


SiTansTllle,  Indianapolis  and  ClATeland 
Straigl&tUne  Railroad. 

The  directors  of  fhis  company  have  formed  their 
association  incorporating  their  company.  The 
election  of  directons  forthe  ensuing  year  will  take 
place  on  the  12th  of  next  month.  The  object  of 
the  company  will  l^  to  make  a  throqgh  Une  of  th» 
same  gauge  withoijt  reshipment  froih  Cleveland  on 
Lake  Erie  through  Indianapolis  to  fevansville  on 
the  Ohio  river.  The  length  of  the  line  between 
these  points  will  be  about  420  miles,  that  is  270 
miles  east  of  Indianapolis  from  Cleveland,  150 
Dalles  southwest  from  Evansville.  It  is  designed 
to  be  run  upon  th0  shortest  practicable  line. 


Haw  Orleaasi  Jiioksoa.  and  Or«|tt  Hartbana 
Railroad. 

The  New  Orleank,  Jackson  and  Great  Northern 
railroad  of  which  IlLr.  James  Robb  of  New  Orleans 
is  president,  make*  its  first  annual  report  on  the 
11th  inst.  The  disbursements  and  liabilities  of  the 
Co.,  amounted  toj  $254,424  33;  its  receipts  and 
dues  to  $341,808  tS,  the  cash  balanoe  on  hand  be> 
ing  $87,384  26.     I 

The  total  capital  of  this  company  is  fixed  by 
their  charter,  jus*  adopted  by  the  legislature  at 
$8,000,000.  To  this  there  have  been  subscribed 
by  the  city  of  NeW  Orleans,  in  its  cofporate  c»ip»r 
city  $2,000,000,  abd  by  individual*  of  the  city 
$647,750,  making  k  total  of  $2,647,760,  which  lew 
$159,225  reduction  under  the  railroad  tax  law, 
leaves  the  present  la^regate  subscription,  public 
and  private,  of  N.  6.,  at  $2,469,526. 

The  sute  is  to  subscribe  $1,600^000,  bnt  this 
amount  is  to  be  regulated  by  a  scale  of  individual 
subscriptions.  This  important  work  is  considered 
to  be  in  a  fair  way  towards  completion. 


BnlTallD  and  ClnclnnaU. 

A  convention  w^  recently  held  in  Cincinnati,  at 
which  the  several  |companies  operating  the  differ- 
ent lines  of  transit  between  the  abovle  named  cities 
were  represented.  It  is  understood  that  an  ar- 
rangement was  entered  into,  by  Which  uniform 
rates  of  fare  will  bt  charged  by  all  tbe  lines — ^prob- 
ably about  seven  dollars  and  a  half.  Add  seven 
and  a  half  more  {t>om  Buffalo  to  N^ew  York,  and 
Cmcinnati  and  Nt^w  York  will  be'<^nly  about  flf- 
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teen  dollars  »nd  thirty  honra  apart. — Distance  900 
mfles.— Cheap  traveffing.  -1  ] 


Amerfean   Railroad  Journal. 


Saturday,  Bimy-  r,  1853. 


Book  and  Job  Prmting. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfWly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
Time-tahUs,  Circvlars,  Tickets,  ^c,  (f'C. 

J.  H.  SCHULTZ  &  CO. 

New  York  April  9,  1853. 


Tlie  iv^ay  to  IVealtli  for  onr  city  la  on  the 
Rall^rays  Tvltliln  tbe  City. 

Onr  sea-girt  Island,  with  its  navigable  waters  to 
all  parts  of  the  earth,  was  slow  to  admit  the  iron 
rail  as  an  aid  to  its  prosperity.  A  people  who  had 
roads  throngh  all  waters,  the  winds  for  motive 
powers,  and  the  tides  for  down  grades  when  the 
winds  were  sleepy, — reluctantly  confessed  an  obli- 
^tion  to  Fulton  and  his  floating  engine ;  but  when 
the  iron  rail  was  talked  of,  they  laughed  it  to 
scorn.  The  ancient  ghosts  at  Communipaw,  walk- 
ed np  to  Panlns  Heck  to  spook  the  first  iron-horse 
from  Newark,  lest  he  should  dash  over  the  bay  and 
distarb  the  skippers  from  Esopus  at  Kinderhook. 
The  Cerberus  of  Hell  Gate  howled  at  the  firsi  train 
which  broke  the  slumbers  of  the  quiet  men  of 
Harlem.  The  marble  Neptune  on  the  Manhattan 
Waterworks,  shook  his  trident  at  the  first  long  car 
which  came  into  Try  on  Row.  Hendrick  Hudson, 
roused  his  men  of  might  to  keep  a  railroad  from 
alarming  the  frogs  on  the  bank  of  his  river.  The 
asons  of  the  Stuyvesants  have  set  their  trumpetter 
to  drive  back  the  New  Haven  encroachment  on 
the  Second  jivenne.  Grand  juries.  Judges,  legisla- 
tors, omnibuses  and  private  coaches  are  in  motion 
to  keep  rails  and  cars  out  of  the  long  avenues  of 
our  Island  ;  and,  yet,  the  revolutionizing  mischief 
goes  on.  The  existing  roads  *re  thrifty,  and  the 
Common  Council  is  pestered  with  petitions  for 
new  tracks. 

What  will  be  the  end  of  this  whole  movement! 
To  answer  this  question  requires  an  estimate  of  the 
commercial,  municipal  and  social  value  of  those 
railroads.  Perhaps  the  work  has  gone  far  enough 
to  suggest  the  elements  of  this  value.  And  it  may 
be  well  to  journalize  the  facts  and  probabilities  of 
the  case,  so  that  they  can  be  revised  after  another 
period  of  progress.     This  is  our  present  task. 

First,  let  us  give  a  moment  to  the  effect  of  the 
ndlway  system  of  America  on  the  commercial 
wealth  of  our  city.  The  construction  of  these 
roads  has  cost  about  five  hundred  millions  of  dol- 
lars. A  large  part  of  this  vast  sum  was  foreign 
capital  drawn  hither  by  the  roads,  and  the  whole 
«nm  has  been  and  is  tributary  to  the  commerce  of 
New  York. 

Fourteen  thousand  miles  of  finished  road,  (and 
as  many  in  progress  and  soon  to  be  finished,)  have 
cut  off  nine-tenths  of  the  cost  of  reaching  a  mar- 
ket fbr  the  products  of  the  new  and  remote  regions 


of  the  south  and  west.  A  large  part  of  these  pro- 
ducts are  created  by  the  railroads  in  regions  which 
could  never  without  these  roads  have  been  brought 
into  commercial  relations  with  the  seaboard.  A 
greater  part  of  all  this  commerce  centres  in  New 
York.  "  » 

Fuel  and  food  brought  cheaply  by  the  railroads  to 
our  city,  are  making  a  wharf  with  tide  water  on 
one  side,  and  a  rail  on  the  other,  the  best  site  for 
a -manufactory,  and  such  sites  are  abundant  on 
our  Island. 

The  capital  and  labor  of  Europe,  by  means  of 
railroads,  are  doing  on  this  continent  the  work  of 
one  hundred  years  in  ten  years ;  and  New  York 
has  its  profits  on  the  whole.  Hence  the  growth  of 
business  exceeds  the  growth  of  buildings,  and  the 
expense  of  living  is  great,  because  the  wants  of  the 
people  employed  in  our  city  exceed  the  provision 
made  for  their  supply. 

But  our  city  has  municipal  and  social  interests, 
which  are  peculiarly  its  own,  and  are  to  be  look- 
ed at  aside  from  the  general  mass  of  commerce 
transacted  on  this  island.  The  people  doing  busi- 
ness in  this  city  and  enjojring  all  the  advantages 
for  which  five  million  of  taxes  are  levied  and  ex- 
pended, do  not  all  live  upon  the  Island.  As  mat- 
ters are  now  arranged,  a  miyority  of  the  whole  will 
soon  have  their  residences  in  the  surrounding 
country.  These  outsiders  share  the  benefits  of 
this  seat  of  commerce,  but  shun  the  burden  of  the 
taxes  because  they  roost  beyond  the  corporate  lim- 
its. While  commercial  gains  are  not  taxed,  and 
the  city  expenses  continue  to  increase  with  the  in- 
crease of  our  commerce.  It  becomes  a  matter  of 
great  municipal  interest  to  make  the  whole  Island 
oi  New  York,  accessible  and  pleasant  for  private 
residence.  The  cheap  and  easy  movement  with- 
in the  city  of  property  as  well  as  persons,  is  also  a 
matter  of  great  concern  to  the  general  welfare. 
These  two  ends,  the  railroads  operating  solely  on 
this  Island  are  likely  to  secure. 

The  economy  of  movement,  on  the  rail,  for  the 
conveyance  of  commodities  after  they  reach  the 
city  is  so  new  a  topic,  that  we  mustshade  our  con- 
victions of  what  is  hereafter  to  be  done.  But  the 
shadow  of  the  future  is  already  in  dim  outline  be- 
fore us.  The  power  of  a  horse  on  the  rail  is  about 
four  times  his  power  on  the  pavement.  Two  hor- 
ses carry  60  passengers  in  a  city  car.  This  saving 
of  horse  power  is  already  understood  by  teamsters 
whose  axles  are  growing  longer  or  shorter  to  adapt 
them  to  the  groove  ef  the  rails.  Rails  will  become 
more  common  and  more  used ;  then  they  will  take 
a  form  adapted  for  easy  turning ;  low  trucks  will 
be  adopted  with  the  floor  above  the  top  of  the 
wheel ;  the  tracks  will  run  into  warehouses,  work- 
shops, markets  and  yards,  and  all  business  tran^ 
portation  will  be  done  on  rails.  But  the  last  and 
greatest  economic  revolution  will  be  the  displace^ 
ment  of  all  draft  horses  by  the  universal  use  of 
steam  power.  This  power  costs  about  one-fourth 
as  much  as  horse  power.  When  there  are  no  horses 
to  be  frightened,  there  will  be  far  more  safety  for 
human  beings  in  the  use  of  locomotives  than  of 
horses.  And  our  children,  if  not  ourselves,  will 
see,  in  the  substitution  of  scientific  force  for  the 
force  of  semi-voluntary  muscles,  "  that  a  horse  is 
a  vain  thing  for  safety." 

Along  with  levels  for  tracks  in  aU  the  places  of 
manufacture,  conveyance  or  storage  of  commodi- 
ties, there  will  come  the  use  of  stationary  steam 


power  and  power-cranes  in  the  handling  of  prop- 
erty ;  and  men  will  do  with  economy  and  ease  the 
drudgery  of  commerce,  in  which  they  and  their 
horses  are  now  oppressed  with  heavy  burdens. 

If  the  laughers  owe  us  anything  for  the  last  two 
paragraphs,  they  may  pay  us  in  the  way  of  think- 
ing soberly  of  the  matter  after  their  laugh,  and 
asking  themselves  if  steam  power  has  not  already 
done  more  di£Scult  tasks  than  we  have  proposed. 

The  conveyance  of  persons  ftx>m  place  to  place, 
on  our  long,  narrow  island,  in  rail  cars  is  already  a 
familiar  operation.  How  this  operation  was  ever 
permitted  to  start,  is  still  the  puzzle  and  vexation 
of  the  old  lawyers,  who  know  that  no  man,  or  set 
of  men  can  lawfully  appropriate  any  part  of  a 
street,  except  that  part  over  which  he  or  they 
may  at  any  time  be  passing,  and  that  he  or  they 
must  turn  out  to  the  right  as  the  law  directs.  But, 
scientific  progress  modifies  old  laws  and  makes 
new  ones  to  suit  the  altered  condition  of  society, 
and  thus  reconciles  society  to  the  change.  The 
cars  do  not  turn  out  for  cart  or  coach.  The  peo- 
ple have  taken  to  riding  in  the  cars.  The  Courts 
and  legislators  have  concluded  to  let  the  law 
change,  and  no  man  can  now  foretel  what  other 
and  greater  changes  will  come  about  in  this  opera- 
tion of  carrying  persons  in  city  carg. 

But  the  whole  operation  is  in  a  clumsy  infancy. 
The  car  is  a  sort  of  canoe  in  land  navigation,  when 
compared  with  the  elegant  two-story  warmed  and 
lighted  rolling  palace,  which  will  come  into  use, 
and  make  the  most  gnmi  of  grumblers  compla- 
cent. 

The  fares  are  not  yet  adjusted  by  any  rule  <rf 
social  justice.  The  Harlem  has  six  cents  for  car- 
rying a  passenger  three  miles,  and  the  Eighth  Av. 
has  five  cents  for  carrying  him  five  miles.  A  dis- 
crimination between  the  fares  and  thorough/ares 
on  a  five  mile  route  is  sure  to  be  called  for  by  the 
public.  The  through  fare  does  not  pay  for  the 
work  of  carrying.  Enough  of  through  business  to 
exclude  the  way  business  would  ruin  the  owners 
of  the  road. 

But,  the  experiment  on  the  avenues  has  settled 
one  very  important  point :  the  five  miles  from  the 
Park  to  FHftieth  Street  can  be  regularly  made  in  40 
minutes.  This  is  probably  the  maximum  of  speed 
by  horse  cars.  Below  Fiftieth  street  there  is  room 
for  a  million  of  people,  all  of  whom  can  reach  their 
places  of  business  or  labor  in  forty  minutes,  for  6 
cents.  This  is  a  great  point  gained.  What  remains 
to  be  done  below  Fiftieth  street  is  the  establish- 
ment of  numerous  cross  lines  to  convey  passen- 
gers from  side  to  side  of  the  town.  One  of  these 
cross  lines  in  the  vicinity  of  Thirtieth  street  is  an 
enterprise  of  present  and  pressing  importance  to 
the  public  convenience,  and  we  venture  to  com- 
mend it  to  the  notice  of  such  operators  as  have 
courage  to  annoy  our  well  abused  Common  Coun- 
cil with  new  petitions  for  railroad  grants.  This 
road  would  carry  the  passengers  to  and  from  the 
steam  terminus  of  each  of  the  railroads,  to  every 
part  of  the  city,  for  a  few  cents  each. 

We  now  come  to  the  question —  What  can  city 
railroads  do  to  make  the  land  between  Fiftieth  street 
and  Spuyten  Duyvil  a  convenient  and  easily  acces- 
sible place  of  residence  ?  There  is  more  and  better 
ground  for  private  residences  above  Fiftieth  street 
than  below  it.  The  five  miles  from  Manhattanville 
to  the  north  end  of  the  island,  is  not  surpassed 
either  for  beauty  of  situation  or  salubrity  of  air  by 
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any  spot  on  earth.  Scarcely  a  tenth  of  an  acre  is 
outof  Tiew  either  of  the  North  or  the  East  river. 
Grading  and  drainage  are  removing  the  noisanceB 
of  Harlem.  The  suburb  is  still  below  Fiftieth  st., 
and  may  be  kept  there,  if  easy,  cheap  and  rapid 
access  to  the  upper  half  of  the  island  can  be  had  at 
any  time  of  day  and  evening.  This  access  can  now 
be  had. 

The  Hudson  River  Railroad  Company  proposes 
to  lay  down  rails  for  the  sole  and  separate  use  of 
city  passenger  cars,  to  run  every  few  minutes  of 
day  and  evening,  from  the  Park  to  Spuyten  Duyvil. 
They  will  go  by  horse  power  to  Thirtieth  street, 
and  by  locomotive  power  the  rest  of  the  way. — 
They  will  make  the  time  to  Fort  Washington,  at 
One  Hundred  and  Sixtieth  street,  as  quick  as  the 
horse  car  conveys  it  to  Fiftieth  street — in  40  min- 
utes. The  long  cars  will  cease  to  go  below  Thir- 
tieth street,  and  all  passengers  ft-om  the  north  will 
go  down  in  the  city  cars. 

This  much  we  learn  from  authority,  as  to  the 
diposition  of  this  company. 

We  take  the  liberty  of  asking,  why  should  they 
not  extend  this  city  road  along  the  border  of  the 
Harlem  River  around  to  the  Fourth  avenue  ?  There 
would  then  be  a  steam  car  accesssble  on  both  sides 
of  the  island,  and  no  one  could  place  his  house  at 
a  greater  distance  than  the  Seventh  avenue  from 
one  of  these  cars,  Omnibusses  from  the  back-bone  of 
the  island  would  carry  passengers  in  five  minutes 
to  any  station  of  the  steam  cars. 

Under  this  arrangement,  the  reipotest  inhabitant 
of  the  island  would  be  within  less  than  an  hour  of 
his  place  of  business,  at  all  hours  of  the  day  and 
evening. 

Should  this  plan  be  approved  by  the  Common 
Council,  as  is  provided  for  in  the  charter  of  the 
company,  some  very  striking  effects  would  be  sure 
to  follow. 

The  municipal  value  of  the  operation  would  be 
very  great-  A  lot  at  Fort  Washington  would  soon 
become  more  valuable  than  at  Fiflieth  street  and 
the  Eight  avenue,  because  it  would  be  as  near  to 
the  Park,  and  with  all  the  advantages  of  water, 
gas,  fine  roads  and  the  absence  of  suburban  nui- 
sances, it  would  be  a  much  better  place  of  resi- 
dence. 

Tens  of  thousands  who  now  live  out  of  New 
York,  will  find  inducements  to  return.  And  espe- 
cially will  this  be  the  case  if  the  first  in  order  and 
importarice  of  all  city  reforms  shall  be  adopted, — 
the  taxing  of  the  businees  incomes  of  the  city  to  pay 
the  cost  of  making  it  a  place  of  business,  and  that 
without  reference  to  the  dwelling  place  of  Ike  maker 
of  the  income.       •V^yr.-^.W.  .v..  . 

Under  this  arrangement  our  city  education,  of 
the  highest  order,  might  be  advanced  to  a  truly 
universal  character  and  fame.  Let  Columbia  Col- 
lege, with  her  great  income,  place  herself  on  a  farm 
of  forty  acres,  at  Fort  Washington;  and  her  day 
pupils  might  come  in  an  hour  from  a  circuit  which 
would  embrace  Peekskill  and  all  the  towns  south, 
including  Newark  and  Jamaica,  while  resident  stu- 
dents would  gather  there,  as  to  another  Cam- 
bridge. 

None,  who  have  not. walked  over  the  northern 
part  of  our  island,  have  any  just  notion  of  its  beau- 
ty and  availableness  for  residence,  under  a  plan  of 
constant  access,  in  forty  minutes,  by  well-kept  rail- 
road cars. 
Ih«  enhAQcement  of  th«  value  of  private  prop- 


erty will  be  immense.      We  hope  the  enterprise 
will  be  remunerating  to  the  company. 

The  wants  of  business  will  gradually  remove 
residences  from  the  lower  part  of  the  city,  but  the 
upper  half  of  the  island  will  always  be  the  placa 
of  healthful  and  beautiful  homes.  With  all  the 
conveniences  of  a  city,  without  a  ferry,  and  with 
the  cheap  and  easy  approach  proposed  by  the  new 
road,  the  city  will  be  preferred  before  all  the  sur- 
rounding country. 

J»inea  RlTer  and  Kaaanrlia  Canal. 

The  receipts  of  toll  on  the  James  River  and  Ka- 
nawha canal,  for  the  month  of  March,  exhibits  the 
following  results:  ^  . 

Receipts  for  March  1843 S10,436  21 

Do  Do      do     1849 20,531  26 

Do  do      do    1863 33,286  35 

being  an  increase  of  about  25  per  cent,  per  annum. 

This  gratifying  result  proceeds  in  a  great  mea- 
sure from  the  increasing  prosperity  of  the  city  of 
Richmond,  and  the  extension  of  its  business  rela- 
tions with  the  interior. 

The  receipts  of  tolls  at  Lynchburg,  for  the  last 
six  months,  exceed  those  for  the  same  months  of 
the  preceding  year  by  about  $15,000,  which  is  at- 
tributable to  the  trade  thrown  upon  the  canal  by 
the  Virginia  and  Tennessee  railroad. 

The  Jollet  Jt  Terr*  Hantc  Railroad  Co* 

The  books  of  this  company  were  opened  on  the 
20th  of  April,  1853,  and  the  whole  amount  of  stock, 
one  million  of  dollars,  was  at  once  subscribed. — 
The  company  design  mnning  one  branch  of  the 
road  in  the  direction  of  Fort  Wayne  and  one  in 
the  direction  of  Lafayette ;  and  also  to  extend  the 
road  westwardly  to  Fox  River. 

The  organization  of  the  company  took  place  a 
few  days  since,  when,  we  learn  from  the  True 
Democrat,  the  following  named  gentlemen  were 
elected  oflScers : — Joel  A.  Matteson,  President,  Pe- 
ter Stewart,  Vice  President,  George  W.  Casseday, 
Treasurer,  Richard  Doolittle,  Secretary.  Direct- 
ors—Peter Stewart,  G.  W.  Casseday,  S. W.  Randal, 
Josiah  McRoberts,  Joel  A.  Matteson,  Richard 
Doolittle,  G.  D.  A.  Parks. 

Plttsbnrgli  and  IVaaiklnKton  Railroad. 

At  an  election  of  Directors  for  the  Chartiere  Val- 
ley Railroad  company,  the  following  persons  were 
chosen,  to  wit : — Messrs  J.  K.  Morehead,  Jacob 
Painter,  George  W.  Jackson,  and  David  T.  Mor- 
gan, of  Pittsburgh ;  William  S.  Calohan,  and  Da- 
vid Houston,  of  Canonsburg ;  and  John  H.  Ewing, 
of  Washington.  Afler  the  election,  the  Directors 
met  and  unanimously  elected  Gen.  J.  K.  Morehead 
President. 


Jaflkrs^BvUla  Railroad* 

We  invite  attention  to  the  report  of  the  Jeffer- 
sonville  Railroad  Company,  to  be  found  in  another 
column. 


The  citizens  of  S  t 
scribed  $100,000  to 
ri  Railroad. 


>.,  m1., 


Charles  Co.,  Mi.,  have  sub- 
the  'stock  of  the  ^rth  Missou- 


R«moval. 

After  the  publication  of  the  present  number  of 
this  paper,  the  oflSfce  of  the  Joume\  will  be  re- 
moved to  No.  9  Spruce  street,  near  Nassau,  and  » 
few  doors  only,  ab^ve  the  one  recently  occupied. 


'j  Stock  and  Money  Market. 

Tliere  is  a  good  feeling  in  the  njoiiey  market 
the  present  week,  with  a  pretty  aclite  business  in 
many  of  the  leadiag  stocks,  which  \n  most  cases 
have  shown  a  considerable  advaiicf*.  Money  is 
suflSciently  abundant ,  and  good  securities  o(  all 
kinds  are  in  activ^  demand.  i 

The  weekly  earnings  of  the  Toledo^  Norwalk  and 
Cleveland  Railroa^,  since  its  openiitg,  have  been 
as  follows ,  I  !  j 

Weekending.  M  fJI 

January  29 ,.  .,1 :.  .  ..  4,120  00 

February  4 ..L ...  6,340  50 

"       12 ...  6,200  00 

"       19 7.000  00 

"       24 ,.. 8,095  00 

March  6 ...  8,917  00 

"     12 i .....9,934  00 

"     19 ...  ; ...10,417  00 

"     26 ..c. ....  8,784  00 

April  2 .  ..  8,867  00 

9 ...  9,479  00 

16 -...L...: .1...  9,364  00 


Total. 


i 


V\ 


). 


.  $98,036  00 


The  road  is  87  1  aile^  long,  and  w^U  cost,  when 
fully  completed,  not  far  from  $1/500,000.  The 
earnings  per  the  present  year  will  probably  reach 
$460,000,  deducttog  $150,000  for  various  expenses, 
will  leave  $300,0(  0  for  interest  and  ftividends. 

The  Michigan  (Jentral  earnings  fof  the  first  week 
in  April  were  ,  .   .j 

1863.  I  1 1     1862. 


Passengers..  .$11,082  12 


Freight . 


( ,100  93 


Total $18,498  05 


Passengers. 
Freight,  . . . 


$4,84185 
.   3,369  21 


Total....  $8,212  06 


Gain 

The  existing  <kbt  of  North  C 


lows: 


4*  •  •  •  3p9| 
Una  is  : 


980  88 
as  fol- 


Amount  due  lite  -ary  fund 1 .  $193,235  14 


ion  of  Piv 


Oblo  and  Mlsslselppl  Railroad. 

We  learn  from  one  of  the  principal  parties  to 
this  enterprise,  who  has  just  returned  from  Eng- 
land, that  he  was  entirely  successfhl  in  his  mission 
thither  to  negotiate  the  securities  and  purchase 
the  iron  for  this  great  work.  All  the  bonds  of  the 
company  have  been  sold  at  good  rates,  and  10,000 
tons  of  rails  purchased  for  an  early  delivery,  free 
on  board,  at  the  low  figure  (for  the  present  time) 
of  £8  5s.  per  ton. 

The  success  of  these  negotiations  place  in  the 
hands  of  the  company  ample  means  for  the  entire 
line,  and  the  work  upon  the  whole,  is  being  press- 
ed forward  with  an  energy,  as  to  leave  little  doubt, 
that  the  road  will  be  completed  within  two  years 
from  the  present  time.       , 


Bonds  issued  for  construction  ot  JTAy- 
etteville  and  Western  Plank  road'. .    110,000  00 

Bonds  issued  to  ineet  state  liabilities 
generally , . .   370,000  00 

Bonds  issued  by  the  Raleigh  and  Qas- 
ton  railroad  endorsed  by  the  state.  500,oOO  00 


Total. 


Total. 


$1,188,286  14 


Add  bonds  due  ii  1  1863  and  1864. .»         46.000  00 

?  1  I 

I  $1,228,2 


236  14 

Bonds  authori  ied  to  be  issued  : 
For  construction  of  North  Caroliua 

raihxjad ;  ,. $2,000,000  00 

For  one  half  th  i  sum  necessary  l|o 

construct  a  railroad  from  the  seA-  1 

board  and  Bo^oke  to  the  Raleigh 

and  Gaston  railroad,  estimated.  J.         75,000  00 
For  improvement  of  Neuse  and  Tir 

rivers .|  ...\. 1         66,000  00 

Total  existing  azul  authorized 
debt,  Not.  1,1862 $8,368,286  U 
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From  Ist.  Jan.,  1861,  to  Ist  Not.  1862,  the  am't 
of  new  bonds  issued  by  the  state  was  $230,000. 
During  the  same  time  3101,000  of  the  principal  of 
her  debt  was  paid  off,  making  a  net  increase  of 
129,000. 

The  receipts  of  the  Hudson  River  railroad  for 

the  month  of  April  amount  to $102,268 

Receipts  of  April  1863 62,718 


Increase  in  favor  of  1868  (equal  to  63  per 

cent S39,640 

The  receipts  of  the  Naugatuck  railroad  Co.,  for 

the  three  months  ending  March  31,  1863,  havo 

been : 

1862.                1868.  Increase. 

Jwiuary $10,020  64  $14,799  11  $4,778  67 

February 10,440  36     13,122  96  2,673  69 

March 15.066  72     18,603  08  3,436  36 


Total.... $26,536  62  $46,425  14  $10,888  52 
The  receipts  of  the  sub  treasury  are  $161,740 ; 
payments,  $67,830 ;  balance  $6,998,480.         , 
The  earnings  of  the  Erie  railroad  for 

April  were $423,076  56 

April  1862. 320,822  96 


Increase $102,263  61 

The  aggregate  receipts  of  Jan.,  Feb.,  March  and 

April  are $1,407,295 

Same  months,  1862 946,303 


Increase $461,992 

Sales  of  400  shares  of  the  new  consolidated  R. 
R.  company  between  ^Ubany  and  Buffalo  were 
made  at  120. 

The  following  table  will  show  the  coinage  at  the 
Mint  of  the  United  States,  for  the  first  four  months 
of  1863: 

First  3  months.        April.  Total, 

Double 

Eagles,  11,289,920  00   4,261,800  00  16,541,720  00 
Eagles,       316,930  00       237,060  00       553,990  00 
Half- 
Eagles,       137,880  00       212,480  00       350,310  00 
Q'arter 

Eagles,      640,606  00       148,746  00       784,250  00 
DoU'rs,    1,049,24100       460,046  00    1,509,286  00 


Tot g'ld  12,434,476  00  5,306,080  00  18,739,566  00 

Doll'rs, 30,00000  39,000  00 

Q'arter 

DoU'rs,        11,060  00  302,506  00  313,566  00 
Dimes,          9,600  00  66,001  00  66,601  00 
Half- 
Dimes,          6,760  00  21,601 00  28,261  00 
Three- 
Cents,       338,650  00          338,560  00 


an  increase  in  their  receipts  equal  to  that  of  the 
roads  of  this  State  and  the  West.  The  Ledger 
says: 

The  receipts  on  the  Chesapeake  and  Delaware 
canal,  for  the  current  year  to  the  13th  inst,,  were 
$207,812,  against  $152,690  to  the  same  time  last 
year,  showing  an  increase  of  $55,122.  There  is 
one  and  a  half  months  yet  to  the  end  of  the  fiscal 
year,  whicli  will  probably  swell  the  annual  increase 
to  $60,000.  The  Susquehanna  canal  shows  an 
increase  correspondingly  great.  The  business  on 
the  Norristown  Railroad  is  also  steadily  growing 
each  month,  showing  a  large  increase  of  receipts 
on  the  corresponding  months  last  year.  The  shares 
and  loans  of  all  these  companies  command  prices 
corresponding  with  the  increased  productiveness. 
The  freight  and  passenger  business  of  the  Read- 
ing Railroad  Company  has  also  largely  increased, 
showing,  on  a  lessened  amount  of  coal  tonnage,  an 
excess  of  cash  receipts  of  some  forty  or  fifty  thou- 
sand dollars  over  the  corresponding  time  of  last 
year ;  and  yet  the  company  last  year  paid  6  per  ct. 
cash  devidends.  The  stock  of  the  company  is 
now,  however,  some  ten  per  cent  below  par.  This 
must  result  from  some  cause  other  than  that  of  the 
business  of  the  road. 

The  following  is  the  business  of  the  mint  at  Phil- 
adelphia. 

COINAGE  FOR  APRIL,  1853. 

Gold.                                  Rieces.  Amount. 

Double  Eagles 212,690  $4,251 ,800  00 

Eagles 23,707  287,060  00 

Half  Eagles 42,486  212,430  00 

Quarter  Eagles 67,498  143,746  00 

Dollars 460,046  460,046  00 


Total 796,326      $6,.306,080  00 


Silver. 

Dollars 89,000 

Quarter  dollars 1,210,020 

Dimes 560,010 

Half  Dimes 430,020 


39.000  00 
302,505  00 

56.001  00 
21,501  00 


Total 3,036,375  $6,724,087  00 

Capper. 

Cent* 2,241,614  2,146  14 

Half  Cents 73,080  365  40 


Total 3,323,069       $5,726,598  64 

GOLn  BULLION  DEPOSITED. 

From  California $4,736,000  00 

30,000  00 


From  other  sources. 


Tot.  silv'r  366,860  00        419,007  00      784,867  00 
Ci^per  992  36  2,511  64         12,603  90 


Gold,«lv'r 
&  cop- 
per.. .  13,810,318  36 
In  1862 11.228,324  12 


6,726,598  64  19,636,916  90 
3,537,939  82  14,766.263  94 


Incre'e 

thisy'r.  2,581,934  24      2,188,668  72   4,770,662  96 

Tne  gold  deposited  for  the  first  three  months  of 
1861,  1862,  and  1863, were;  -   i 

1851.  1852.        1858. 

January $5,071,169  4,151.688  4,%2,097 

February 3,004,970  8,101,222  3,548,523 

March 2,880,271  3,892,157  7,683,762 

April 2,878,868  3,091,037  4,766,000 


Total ....  $18,836,263  14,166,108  20,810,872 

Showing  an  increase  this  year  of  $6,666,269 

over  1862,  and  $6,976,109  over  1861. 

The  raiinMds  and  caoaLi  of  Pttna^lvaai*  Bhow 


Total $4,766,000  00 

Silver  bullion  deposited 2,550,000  00 

GOLD  DEPOSITED. 

January $6,071,669  $4,161,688  $4,692,697 

Feb 3,004,970     3,101,222      3,548,523 

March 2,880,271     3,892,156     7,583,752 

April 2,878,353     3,001,037      4,766,000 


Total. 13,834,463    14,465,103    20,810,872 

The  following  are  the  transactions  at  the  office 
of  the  Asst.  Treasurer,  U,  S.  Mint,  Philadelphia, 
for  April,  1863: 

March  81— Balance $1,094,971  32 

April  80 — Receipts: 

Transfer  drafls $822,664  16 

Customs 248,922  68 

PostOflBce 63,932  69 

Miscellaneous 757  11-1,136,176  64 


Total $2,231,147  80 

Payments : 

Transfer  drafts $1,222,664  16 

Treasury  drafts 336,870  26 

Post  office  warrants..        33,477  24 
Interest  on  loans  and 

coupons 1,904  00 

Pensions 8,664  96-1,602,470  61 


April  30— Balance $628,677  26 


Jonmal  ot  Itallroafl  Ii«inr» 

MEASURE  OP  PA  MAGES  IN  CASS  OF  LAND   TAKEN   FOR 

We  Bubjdn  the  important  dedrion  of  the  Su- 
preme Court  of  Louisiana  in  the  case  of  Woodfolk 
vs.  Vie  Nashville  and  Chatanooga  Railroad  compa- 
ny. 

The  question  introduced  in  this  case  is  a  vexed 
one  in  many  States — but  by  the  general  Railroad 
laws  of  Ohio  and  of  New  York,  Commissioners  are 
bound  in  express  terms  to  estimate  the  value  of 
the  land  taken  by  railroad  companies,  irrespective- 
ly of  any  benefits  to  be  derived  ftova.  the  use  to 
which  it  is  applied.  •    ;     |        t 

DECISION  IN  THE  SCPREME   COtTRT— OPIOTON  BY 
iUDQE  CARUTHERS. 

Wm.  W.  Woodfolk  vs.  the  NashvUle  and  Chata- 
nooga Railroad  Company. — The  defendants  located 
their  road  for  about  600  feet  on  a  six  acre  lot 
of  plaintiff  in  the  vicinity  of  Nashville.  The  road 
runs  through  one  comer  of  the  lot,  separating 
about  three  quarters  of  an  acre  from  the  main  lot, 
and  occupying  in  the  bed,  which  is  from  seven  to 
ten  feet  deep,  about  one-quarter  of  an  acre.  The 
plaintiff  has  his  family  residence  on  the  lot,  and  it 
is  handsomely  and  beautifully  improved.  JThe 
part  separated  has  upon  it  some  negro  houses,  a 
cow  house,  well  and  spring  house.  The  plaintiff 
appealed  from  the  decision  of  the  Commissioners, 
and  the  case  was  submitted  to  a  special  jury.  The 
law  was  laid  down  by  the  circuit  judge  in  his 
charge,  in  part  and  so  far  as  it  is  necessary  in  our 
examination,  as  follows :  "You  will  recur  to  the 
testimony  and  ascertain  ttom.  that  the  value  of  the 
land  taken  for  the  road,  and  take  into  considera- 
tion such  other  inconveniences  and  damages  as 
shall  have  resulted  to  the  plaintiff  from  the  acts 
of  defendant.  You  will  estimate  what  damages  the 
plaintiff  may  have  suffered,  if  you  shall  think  that 
any  have  accrued,  then  you  will  look  to  the  testi- 
mony in  the  caxise  and  ascertain  whether  the  acts 
of  the  defendant  in  locating  the  road  upon  the 
land  of  the  plaintiff  have  resulted  in  benefit  or  ad- 
vantage to  him ;  on  ascertaining  this,  you  will  de- 
termine whether  the  land  of  the  plaintiff  j^precia- 
ted  in  value.  You  will  not  look  to  the  fact  that 
the  road  is  a  public  benefit  or  advantage,  unless 
that  public  benefit  or  advantage  be  inseparable 
from  the  benefit  conferred  upon  the  plaintiff  If 
any  advantages  have  resulted,  you  will  determine 
what  they  are  and  assess  their  value.  You  will 
then  take  the  amount  of  benefit  or  advantage  from 
amount  of  damages,  and  the  remainder,  if  any,  will 
make  your  verdict.  In  ascertaining  the  benefits 
and  damages  you  will  confine  yourselves  to  the 
time  when  the  defendant  appropriated  the  land  of 
the  plaintiff  to  the  use  and  constructioQ  of  the 
road."  Thus  is  the  law  laid  down  by  the  circuit 
court,  and  both  parties  are  dissatisfied  with  it. — 
The  defendant  brings  up  the  case  by  appeal,  and 
the  plaintiff  by  writ  of  error.  It  now  devolves  up- 
on this  court  to  settle  the  law,  and  indicate  the 
proper  rules  for  this  and  all  other  cases  of  the  kind. 
After  thus  explaining  the  nature  o(  the  case,  Hi» 
Honor  cited  the  constitution  to  show  that  no  pri- 
vate property  can  be  taken  by  the  State  without 
making  compensation  therefor,  upon  which  condi- 
tions, hower,  by  a  necessary  legal  reference,  prop- 
erty may  be  so  taken.  The  only  questions  in  this 
case,  the  Court  proceeded  in  substance  to  say,  are 
— what  is  meant  by  just  compensation  ■?  How  is 
it  to  be  ascertained,  and  how,  when,  and  in  wha^ 
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ia  it  to  be  paid  1  No  Charter  which  conflicts  with 
the  CoDstitutional  requirements  can  be  sustaiDed. 
The  24tb  section  of  the  Charter  regulates  the  mode 
of  Mcertaining  the  damages  to  individuals,  and  the 
,  manner  of  compensating  them  for  the  lands  taken 
for  the  road.  It  provides  when  the  land  cannot 
be  purchased,  or  the  price  agreed  upon,  "the  same 
may  be  taken  at  a  valuation  to  be  made  bv  five 
Commissioners,  or  a  majority  of  them,  to  be  ap- 
pointed by  the  Circuit  Court  of  the  Coimty,  where 
.  some  part  of  the  land  or  right  of  way  is  situated." 
who  shall  take  an  oath  faithfully  and  impartially 
to  discharge  the  duty  assigned  them.  In  makiog 
the  said  valuation,  the  said  Commissioners  shall 
take  into  consideration  the  loss  or  damage  which 
may  occur  to  the  owner  or  owners  in  consequence 
of  the  land  being  taken  or  the  right  of  way  sur- 
rendered, and  also  the  benejit  or  advantage  he  may 
receive  from  the  erection  or  establishment  of  the 
said  road  or  work,  and  shall  state  particularly  the 
nature  and  amount  of  each,  and  the  excess  of  loss 
or  damage  over  and  above  the  benefit  and  advan- 
tage, shall  form  the  measure  of  valuation  of  said 
land  or  right  of  way.  The  proceeding  of  said  com- 
missioners, accompanied  with  a  full  description  of 
said  land  or  right  of  way,  shall  be  returned  under 
the  hand  and  seals  of  a  majority  to  the  Court  from 
which  the  commission  issued,  there  to  remain  of 
record.  Either  party  may  appeal,  and  have  a  new 
valuation  by  a  Jury  in  Court,  whose  verdict  shall 
be  final,  unless  a  new  trial  shaU  be  granted. 

In  view  of  the  constitution  which  provides  that 
no  one  shall  be  deprived  of  his  property  "without 
just  compensation,"  the  question  arises,  is  it  ren- 
dering "a  just  compensation"  to  plaintiflfto  mea- 
sure the  same  by  the  excess  of  his  damages  above 
his  benefits  %  Such  a  measure  of  damages  would 
poorly  protect  private  rights ;  and  the  supreme 
law  of  Louisiana  sanctions  no  snch  method  of  de- 
termining the  claims  of  those  whose  land  has  been 
taken  for  public  purposes.  The  plaintiff  is  consli- 
tutionaUy  entitled  to  the  value  of  the  land  taken 
from  him  by  defendants,  in  vumey,  and  this  value 
cannot  be  liquidated  in  whole  or  in  part  by  "  any 
benefit  or  advantages."  On  the  other  hand,  the 
public  should  not  pay  the  enhanced  price  that 
would  result  from  the  fact  that  the  road  had  been 
located  at  that  place.  "  " 

The  appropriati(»i  of  the  property,  by  the  com- 
pany, under  the  charter,  was  no  wrongful  taking, 
but  was  legal  and  rightful,  and  the  only  open  ques- 
tion was,  What  is  a  fair  price  for  the  property  1 

The  incidental  damages  of  plaintiff,  such  as  the 
necessity  of  building  new  fences,  etc.,  are  provided 
for  in  another  part  of  the  charter,  and  these  have 
nothing  to  do  with  the  question  of  due  compensa- 
tion for  the  land.  As  to  the  plaiutifiTs  inciden- 
tal advantages  from  the  road,  such  as  the  increas- 
ed facility  of  travelling,  these  are  equally  foreign 
from  the  question  of  "just  compensation."  The 
plaintiff  is  entitled  to  enjoy  certain  incidental  ad- 
vantages in  common  with  every  other  citizen.  For 
.   this  purpose,  in  part,  he  pays  taxes. 

The  following  are  the  grounds  upon  which  the 
estimate  of  "just  compensation"  is  to  be  based. 

1.  The  quality  of  the  land  taken;  and  in  refer- 
ence to  this  point,  it  would  not  be  reasonable  to 
fix  the  value  of  an  acre  in  strict  proportion  to  the 
value  of  the  whole  tract  of  which  it  constitutes  a 
part.  This  would  be  to  compel  a  party  to  sell  as 
chciaply  at  retail  as  at  wholesale. 


2d.  The  locality,  vicinity  and  form  in  which  the 
land  is  taken,  most  be  considered.  Does  it  cut  off 
an  unsaleable  lot  or  otherwise  1 

3d.  The  general  effect  of  the  railroad  upon  the 
value  of  the  land  ^propriated,  is  not  to  be  regard- 
ed. We  do  not  make  plaintiff  suffer  when  the  va- 
lue of  his  lane  is  diminished  by  the  location  of  a 
railroad ;  nor  do  we  allow  him  the  benefit  in  the 
shape  of  damages,  for  any  enhancement  of  its  va 
lue  from  that  cause. 

Incide-ntul  advantages  and  disadvantages  must 
be  left  out  of  view  in  estimating  the  quesfion  of 
"  just  compensation."  The  plaintiff  is  entitled  to 
what  would  be  the  fair  cash  value  of  his  land,  if 
tha  owner  were  willing  to  sell  and  the  Co.  wished 
to  buy  the  particular  quantity,  at  the  place  and  in 
in  the  form  of  that  which  the  company  require  in 
this  case. 

In  respect  to  merely  incidental  advantage,  and 
disadvantages,  the  court  would,  if  required,  set  off 
one  against  the  othe  other,  and  strike  a  balance 
between  them  ;  yet,  in  estimating  these  incidental 
damages  or  advantages,  the  commissioners  should 
regard  only  those  of  a  special  character,  and  af- 
fecting particularly  the  land  in  question. 

The  land  owner  should  not  pay  for  what  he  en- 
joys in  common  with  the  public.  He  pays  for  that 
in  taxes. 

This  doctrine  is  in  accordance  with  various  de 
cisions  of  the  courts  of  Kentucky,  although  much 
conflict  of  opinion  on  the  subject  prevails  in  other 
states. 

LIABILITY  or  COMPANIES  FOR  EXTRA    BAGOaGE. 

The  Supreme  Judicial  court;  Massachusetts. — 
March  Term,  1863.  Assumpsit.  Mary  Brown,  r5. 
Eastern  railroad. 

Two  trunks,  on  each  of  which  was  a  card  with 
the  plaiutiff's  name  and  destination,  viz ;  Freeport, 
Me.,  were  delivered  to  the  defendants  at  their  de 
pot  in  Boston.  The  baggage  master  was  asked  for 
checks,  said  they  were  out  of  checks,  and  thereup- 
on marked  the  trunks  for  Freeport,  and  one  con 
taining  the  plaintiff's  necessary  wearing  apparel, 
was  lost  before  arriving  there. '  When  the  trunks 
were  so  delivered,  she  inquired  at  the  ticket  office 
for  a  ticket  to  Freeport,  and  the  seller  told  her 
they  did  not  sell  tickets  to  that  place,  but  she 
could  take  one  to  Brunswick  beyond,  and  get  out 
at  Freeport,  and  SI  would  be  refunded.  She  paid 
S3  and  received  a  ticket,  on  the  back  of  which 
was  the  following  in  fine  print : — 

"  Notice.— Passengers  are  not  allowed  to  take, 
not  will  these  companies  be  responsible  for  bag- 
gage if  it  exceed  fifty  dollars  in  value,  unless  fre't 
on  any  addition  thereto  be  paid  in  advance,  and 
this  notice  forms  a  part  of  all  contracts  for  trans- 
portation of  passengers  and  their  effects."  In  the 
cars  between  Boston  and  Portland,  the  plaintiff 
discovered  this  notice.  There  was  no  evidence  that 
she  saw  it  until  she  saw  it  in  the  cars  aforosaid,  or 
that  she  had  any  notice  that  she  was  required  to 
look  after  her  baggage.  On  this  evidence  the  de- 
fendants contended  that  the  words  on  the  back  of 
the  ticket  were  part  of  the  contract  between  the 
parties,  and  that  by  that  contract  the  defendants 
were  not  responsible  for  the  baggage,  it  being 
more  than  S50,  or  at  any  rate  for  more  than  that 
sum. 

But  the  court  below  ruled  that  the  taking  of 
the  ticket  by  the  plaintiff  raised  no  legal  presump- 
tion that  she  read  the  printed  matter  thereon,  and 
that  if  she  did  not  read  it,  her  rights  were  not  ef- 
fected by  it,  and  the  jury  returned  a  verdict  for 
the  plaintiff  for  SI  41  78.  •     |i 

Dewey  delivered  the  opinion  of  the  court. 

We  have  not  found  it  necessary  to  enter  upon 
the  consideration  of  the  vexed  question  of  the 
right  of  common  carriers  to  limit  their  common 


law  liabilitjf  by  notice.  It  has  been  seriously 
doubted  whether  they  could  I|mit  it  at  all,  as  such 
a  limitation  was  supposed  to  be  agwnst  public  po- 
hcy,  and  to]  have  a  tendency  to  encourage  negli- 
gence, if  nok  to  favor  actual  fVaud.  But  the  prin- 
ciple of  limlution  is  gradually  being  incorporated 
into  the  Jurisprudence  of  our  country,  and  our 
courts  are  more  and  more  gonorally  yielding  to 
the  preasuife,  and  allowing  tSe  binding  efltcts  of 
such  hmitafcion  on  the  bailor,  if  full  notice  be  ae- 
cui-ed  to  him. — ^Without  quesiioning  the  power  of 
common  carriers  to  make  a  reasonable  limitation 
of  their  co*imon  law  liability,  we  think  that  this 
case  must  be  decided  in  favor  of  the  plaintiff.  The 
cases  holdibg  such  a  doctrinf  rigidly  require  that 
the  party  itiust  be  fully  informed,  and  that  the 
terms  of  silch  limitation  must  be  specific  and  cer- 
tain. In  tiie  case  of  Camdeni  and  Amboy  railroad 
vs.  Baldaif.  4  Harris,  67,ahotice  in  the  English 
language  ^•zn  placed  in  the  tiands  of  the  bailor, 
who  was  $  German,  wholly;  ignorant  of  English, 
and  it  wasi  held  to  be  no  no^ce.  The  court  say  : 
"  The  autporitjes  arc  unifotm,  that  to  discharge 
the  carriei!  from  responsibility  it  is  necessary  to 
show  deadly  that  the  porsoi  with  whom  he  dealf 
is  fully  inft)rmed  of  the  tenuH  and  effect  of  the  no- 
tice." See  Davis  rs.  WaUaiip  2  Starkie,  279.  We 
think  the  instruction  of  the  tourt  below  was  prop- 
erly guarded  and  correct. 

The  plaintiff  had  delivered  her  luggage,  which 
was  received  Without  any  notice  of  the  limitation, 
and  markl^  for  the  proper  destination.  Soon  af- 
ter she  asked  for  her  ticket  and  received  it,  under 
the  circumstances  stated.  ,Up  to  this  time  there 
was  no  notice  of  any  limitation.  The  only  intima- 
tiou  or  allusion  t<i  it  was  th^  printing  on  the  back 
of  the  ticket.  There  was  nli)  direct  notice  by  the 
baggage  Aia.ster  or  the  tiokf  t  vender,  and  no  actu- 
al or  coiif^tructive  notice  in  tfact.  A  mere  passage 
ticket  su<|h  as  those  in  general  use,  would  not  in- 
duce a  pjissenger  to  examine  it  particularly,  it  be- 
ing generally  understood  toi  be  a  mere  check,  giv- 
en as  evidence  that  the  fart  ha^  been  paid.  Thi.s 
is  not  the  case  of  a  limitation  distinctly  stated  on 
the  face  if  a  ticket.  The  Ifickets  frequently  have 
various  liatters  printed  onjthe  back,  such  as  tables 
of  distances,  etc.  c  1 

On  the  whole,  the  facts  In  the  case  fail  to  fur- 
nish that  certain  notice  wkich  must  be  given  to 
exonerate  thef  defeadaots  4^m  liabihty.  We  are 
aware  tliW  in  reference  la  the  transportation  of 
merchandise  It  has  been  h41d  in  two  cases,  that  a 
notice  of*  a  limitation  bom^  on  the  face  of  a  ticket 
was  sufficient  to  exoneratethe  carrier.  Austin  vb 
Manche^r,  ShefiScld  and  Lincolnshire  railroad 
Co.,  11  E.  L.  and  £.  Eepbrt,  506.  Shaw  vs.  the 
York  an4  N.  Mid.  railroa^  company,  C.  R.  &.  C. 
Cases,  p;  87. 

But  these  partake  more  lof  the  nature  of  special 
contract^,  and  we  apprehetid  it  will  be  found  that 
they  wete  under  the  signature  of  the  agent  A  re- 
ceipt of  property  deliveredj,  which  the  party  is  not 
to  accon^any  on  its  transport  is  a  contract  of  a 
dififerenC  character,  and  o*e  to  which  a  different 
view  applies.  And  the  present  decision  is  confined 
to  the  cise  of  a  notice  of  a  limitation  of  responsi- 
bility on  the  back  of  the  ticket. 

Defenflant's  exception  *iirerruled,  and  jad^ment 
of  C.  C.  ^.  for  the  plaintiff  alarmed.    .        \- 


Harlem  RaUroad.  i 

At  the  recent  meeting  of  the  stockholders  of  the 
Harlem  railtoad,  the  acceptance  of  the  Act,  in- 
creasing the  capital  stock  to  eight  millions,  was 
unanimously  voted,  67,000  shares  of  stock  being 
voted  upon.  The  increase  was  for  the  purpose  of 
converting  the  remainder  of  the  extension  certific- 
ates, about  $640,000  into  stock.  The  receipts  up- 
on the  Extension  had  increased  from  Sol, 0(K), dur- 
ing the.  first  six  mouths  to  S112,000,  during  the 
second  kix  months,  whicll  considerably  excmied 
the  runping  expenses.  Xr  Schuyler  in  his  ad- 
dress ^>oke  of  the  sucoessful  operations  of  the 
Harlem  road,  and  predicted  continued  improve- 
ment in  its  condition  and  traffic.  Another  million 
of  dollars  will,  probably  be  ej^nded  fbefore  the 
coDstrucUre  account  can  >be  coitsidered  fulL 
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AMtettlCAS    RAILROAD    JOITRNAL. 


Mr.  C.  P.  Bailej  of  ZaoesTille.Ohio,  has  shown  us 
a  contrlTance  which  he  has  just  invented,  for  the 
support  of  the  head  in  railway  travelling.     Of  all 
parts  of  the  hodj,  the  head  is  the  one  most  out  of 
place  in  a  raikoad  car,  especially  when  a  person  is 
sleepy.    To  provide  comfortable  quarters  fqr  this 
inconvenient  but  necessary  part  of  the  bod},  Mr. 
Bailey  takes  a  steel  plate   an  inch    and   a-half 
wide,  and  fVom  an  8th  to  a  16th  thick,  and  about 
two  feet  long,  and  fitted  to  the  curve  of  the  back, 
the  forks,  extremities  of  which,  are  connected  by 
an  India  rvbber  band.     The  principal  upright  is 
jointed,  as  are  the  forks,  so  that  the  whole  can  be 
folded  up  to  occupy  a  space  not  greater  than  8 
inches  long,  by  one-half  an  inch  thick.     It  can  be 
carried  conveniently  in  one's  pocket,  as  the  whole 
weighs  only  about  half  a  pound.     When  a  person 
wants  to  go  to  sleep,  or  rest  his  head,  all  ho  has 
to  do  is  to  take  his  rest  out  of  his  pocket,  put  it  to 
his  back,  place  his  head  upon  the  India  rubber 
band,  and  he  at  onoe  places  himself  in  the  most 
comfortable  position  possible.   The  upright,  by  be- 
ing fitted  to  the  back,  keeps  its  place  perfectly, 
and  completely  supplies  the  desideratum  so  long 
felt  in  travelling  in  railroad  cars,  a  place  to  rest  the 
head.    Every  person  who  has  had  any  experience 
of  this  matter,  knows  how  much  he  has  suflfered 
in  endeavoring  to  support  this  member,  and  how 
often  he  has  worn  out  the  patience  of  his  hands 
and  arms  all  to  no  purpose,  only  to  put  (hem  into 
the  worst  of  all  sleeps. 

The  Portable  Head  Rest  can  be  obtained  for  a 
trifle,  and  as  it  can  be  carried  about  in  the  pocket, 
and  contributes  so  much  to  his  comfort,  it  should 
be  an  inseparable  companion  of  every  traveller. 


the  high  character  of  this  important  and  saccess- 
ftil  western  road. 


To  Contractors. 

PROPOSALS  will  be  received  at  the  Engineers' 
OfSce  of  the  Cleveland  and  Mahoning  Rail- 
road Company,  in  Warren,  Trumbull  County,  Ohio, 
until  Tuesday,  May  17th,  1863,  for  the  Grading 
and  Masonry  of  about  Fifteen  Miles  of  said  Road, 
from  Warren  to  Youngstown.  The  line  runs  along 
side  or  within  sight  of  the  State  road,  and  the 
Pennsylvania  and  Ohio  Canal,  the  whole  distance, 
Plans  and  Specifications  are  now  ready  for  in- 
spection at  the  office  in  Warren. 

Estimates  will  be  made  monthly,  and  payments 
in  cash. 
By  order  of  the  Board  of  Directors. 

EDWARD  WARNER,  Chief  Engineer. 


RAILROAD  IRON. 

THE  Cambria  Iron  CompoDy  are  now  prepared  to  coDtract 
for  Rails  fbr  future  delivery,  at  their  Works,  Johnstown, 
Penn,  or  upon  the  Allegheny  River  at  Pittsburg  or  Freeport 
Office,  Johnstown,  Pena,  and  4«  Pine  St.,  New  York. 
May  2, 1853. 


WELLES  &  SEREELL'S 

COnPOUND  RAILWAY  BAR. 


S-rMasTille  and  Illlmoia  RallrMtd. 

The  Evsmsville  Journal  states  that  Judge  Hall, 
president,  and  John  Engle  Jr.,  secretary  of  the 
Evansville  and  Illinois  railroad,  are  now  engaged 
in  examing  the  lines  surveyed  by  the  engineers, 
between  Vincennes  and  Terre  Haute,  preparatory 
to  a  final  location  of  the  roads  between  these 
points,  soon  after  which  it  is  expected  to  put  that 
portion  of  the  road  under  contract.  The  portion 
of  the  road  between  this  point  and  Vincennes  is 
steadily  advancing  to  completion. 


Lake  Shore  Railroad. 

The  Lake  Shore  road  on  Lake  Michigan,  from 
Chicago  to  Milwaukee,  is  to  be  completed  in  all 
this  year.  Messrs.  Bishop  and  Co.,  Bridgport, 
Conn.,  are  the  contractors,  from  the  Illinois  State 
line  to  Milwaukee. 


MloHlgaia  Sontbera  and    Indiana  Northern 
Railroad. 

Robert  B.  Doxtater,  Esq.,  has  been  elected  pre- 
sident of  the  Michigan  Southern  and  Northern  In- 
diana railroad  company,  in  the  place  of  John  B. 
Jervis,  Esq.,  resigned.  Mr.  Jervis,  after  having 
been  connected  with  this  enterprise  as  chief  engi- 
neer, from  the  commencement  of  operations  upon 
its  construction,  and  as  president  since  June  last, 
now  retires  in  order  to  devote  himself  more  exclu- 
sively to  his  professional  pursuits.  He  continues 
his  connection  with  the  companies  as  a  director 
and  chief  engineer.  Mr.  Doxtater  has  been  here- 
tofore connected  with  the  Rome  and  Watertown 
railroad  company.,  and  is  favorably  known  as  an 
active,  intelligent  and  energetic  business  man,  and 
there  can  be  no  doubt  that,  in  his  new  position,  he 
will  folly  maintain  his  established  reputation  and 


h.'rfk.^^'LAM.«.  J 


Engineering. 

THE  Tndersigned  is  prepared  to  flimish  Specifications.  Esti- 
mates and  Plans,  in  general  or  detail,  of  Steamships,  Steam- 
boeta.  Propellers,  High  and  Low  Pressure  Engines,  Boilers,  Mill 
Wort  etc.,  etc.  Particular  attention  given  to  the  procuring  and 
superintending  of  Locomotives,  Tenders,  Cars,  and  Railway  Ma- 
chinery of  ever)'  descriptioa 

General  Agent  Ashcroft's  Steam  Gauge,  Allen  61  Koyei/  Me- 
tallic Self-a(\jiisting  Conical  Packing,  Dudgeon's  Hydraulic  Jack, 
SewalPs  Salinometerf,  etc.,  etc,  etc. 

Acts  as  Agent  for  the  purchase  or  sale  of,  and  has  always  on 
band,  Steamers,  Locomotives,  Engines,  Boilers,  Machinery,  etc. 

CHA&  W.  COPELAND, 
Contulling  Engineer, 
lyl7  «4  Broadway,  N.  T. 


Kmpp^s 
BEST  CAST  STEEL. 

Which  obtained  the  Council  Mc<lal  at  tJie  Londoti  Exhibition  in 

1861. 

Warranted  unapproachable  as  to  Quality  luid  Size. 

PLATERS  and  other  Cast-Steel  Rollers,  of  any  dimensions, 
not  exceeding  six  feet  long  by  eighteen  inches  diameter. 
Piston  Rods  ami  Shafla  for  Steam  Engines. 
Railway  and  other  Axles,  Cranki^,  Springs  and  Tyres. 
Cannon,  Rille  and  Gun  Barrels. 
Mint  and  other  Rolling  Mills 

—Particularly  applicable  for— 
Engravers'  Trcnsfer  Rollers  and  Plates  ;  Die-sinkers',  Tod-ma 
kers,  Reed  and  Lace  Makers'  use ;  Dredging  Chains,  etc.,  etc. 
Manufactured  at  Essen,  in  Rhenish  Prussia,  by  Fribp.  Krcpp 

Agents,        THOMAS  PROSSER  A,  SON, 

ap30  28  Piatt  street,  New  York 


GENERAL  RAILROAD  SUPPLY  AGENTS, 

forwarding"  merchants, 


ALRO, 


Agents  for  the  Saugatuck  Iron  works, 

NO.  38  EXCHANGE  PLACE, 


OFFER  their  services  for  the  Purchase,  Inspection  and  For- 
warding of  Railroad  Iron,  Chairs,  Machinery,  etc.  Orders 
are  invited  for  Locomotive  and  Stationary  Engines,  Passenger 
and  FiBiglit  Cars,  Machiiusts'  Tools,  Spikes,  Chairs,  Switcbea, 
Frogs,  etc.  ;  also,  Locomotive  Tires,  BO,  or  Lowmoor  pattein, 
which  will  be  executed  at  Maniitkcturers'  prices. 

Engine  Waste,  Cotton  and  Hemp  Packing,  Bell-rope,  Car  and 
Switch  Locks,  Locomotive  Lamps,  etc.,  etc,  constantly  OB  hand. 
REFERENCB8: 
Rogers,  Ketchum  &  Grosveoor,  "4 

Pheipe,  Dodge  &  Co., 
Ketchum,  Rogers  ii  Bement, 
N.  L.  &  O.  Griswold, 
lUinois  Central  R.  R.  Co.,  and  otben, 
Reed,  Chadwick  &  Dexter, 
E.  Cnadwick,  Esq.,  Treasurer  of  th« 

Morimack  Mills, 
New  York,  April  30, 1868. 


NewYoilL 


Bostob 


Railroad  Iron.    ■■■■''■ 

ll^l^g^^  TONS  Best  Staffordshire  Rails  for 

by 


12tf 


sale  on  early  delivery  in  Liveri>ool 
NAYLOR  &  CO., 
99  Johr.  sti-cet 


'T'HE  Subscribers  offer  for  sale  the  right  to  make  and  nse  thdr 
X.    Comfiound  Railway  Bar  on  the  most  fevorable  terms. 

This  Rail  combines  the  practical  advantages  of  stiflhess  and 
BgfatDBM — and  breaks  joints  without  the  use  of  bolts  or  rivets  ; 
and  may  be  used  with  or  without  chairs  ;  ordinary  workmen, 
with  the  usual  tools,  can  lay  or  repair  it 

WELLES   «c  SERRELL. 

N.B.— Address  Edward  W.  Serrell,  167  Broadway,  New  York 
City. 

May  1, 1863. 


THE  BOSTON  BOLT  AND  MACHINE  CO. 

qPEJl 

BOSTON,  MASSACHUSETTS, 

MANUFACTURE 

EVERT  deecriptioQ  of  Carriage  Bolt    Screw  and  Blank  Bolts 
of  all  kinds,  suitable  for  Steam  Engines,  and  all  kinds  of  Ma- 
chinery. 
Also  Car  and  Bridge  Bolts,  etc..  etc. 

An  kinds  of  neat  forgings  of  Bolts  to  gauges  and  patteiDS  for 
Locomotive  Engines,  etc. 
Likewise  Rivets  for  Engine  Boilers,  Machinery,  etc 
This  company  Manufkcture,  also,  the  most  complete  Slide 
Lathe,  and  at  the  Franklin  Institute  Fair  were  awarded  a  Pre- 
mium for  the  superiority  both  of  construction  and  design  of  the 
same. 

J.  N.  WILLS,  Agent  and  Treasurer, 
May  4, 1853.  76  State  st,  Boston. 

New  Works  on  Civil  Engineering. 

THE  Field  Practice  of  laying  out  Circular  Curves  for  Rail- 
roads.- By  Johh  C.  TaAUTwiii*,  Civil  Engineer— 2Dd  edi- 
tion in  pocket-book  form. 

A  new  and  rapid  method  of  Calculating  the  Cubic  Contents  of 
Excavations  and  Embankments,  by  the  aid  of  Diagrams.— By 
John  C.  Trautwine,  Civil  Engineer— with  10  Copper  Plates. 

Price  One  Dollar  each — postage  on  the  Curves  Three  Cent»— 
and  on  the  Excavations  and  Embankments,  Six  Cents. 

For  sale  by  WILLIAM  HAMILTON,    '  - 

BaU  of  the  Franklin  lostituta^ 
May  4, 1863.  Philadelphia. 


Railroad  Iron. 

fTTHE  underagned,  ftxwn  their  late  long  engagements  with  one 
J.  of  the  most  eminent  Houses  in  the  Iron  Trade  of  Great 
Britain,  considering  themselves  well  qualified  to  assist  Railway 
Compaiiies  and  others  in  making  purchases  in  the  English  mar- 
kets, tMider  their  services  free  of  any  charge  to  such  as  will  fk- 
vor  tbem  with  commiuications,  either  personal  or  by  letter. 
Address  JOHN  H.  AUSTIN  &  CO., 

2  Ingram  Court, 
FeochuTcb  street, 
May  2, 1863.  Loodoa 
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Brass  Tubes  for  LioeomotiTe  & 
Marine  Boilers. 

THE  undersignfd,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  Messrs. 
Allen,  Everett  &  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  1  hose 
Tubes  are  found  to  answer  well,  and  i>re  now  in  most 
general  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out.  realize  about  half  the  amount 
ior  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HICKS, 


March  2d,  1863. 


90  Beaver  aU 


Railroad  Iron. 

THE  undersigned,  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Rails,  of  the 
usual  pattern  and  weights,  to  be  delivered  on  board 
■hip  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  Metals  generally, 
through  the  medium  of  his  friends  in  London. 
For  terms,  apply  to 

JOHN  H.  HICKS, 
April  1, 1863.  90  Beaver  st. 


#aA 


American  Railway  Agency, 

70R  TUK  PURCHASE,  ON  COMMISSION,  Of 
ALL  ARTICLES  REQUIRED  BY 

RAILKOAD    COMPANIES* 

.\  ;'  Oflfce,  13  Panjnhar  Bnfldtagi^  ■ '  ■  :  V-   '; 

Philadelphia. 

Notice  to  Contractors. 

PROPOSALS  wiU  be  received  at  the  Office  of 
the  Fort  Wayne  and  Chicage  Railroad  Com- 
pany in  FORT  WAYNE,  until  noon  on  Friday,  the 
20th  of  May  next,  for  the  Bridging,  Grading,  and 
delivering  of  Cross-ties  for  said  Road. 

PLANS,  PROFELES  and  SPECIFICATIONS 
will  be  exhibited  at  the  Office  three  weeks  prior  to 
the  day  of  letting. 

This  Ime,  One  Hundred  and  Pifly  miles  long, 
embraces  much  heavy  work,  is  well  suited  for  pro- 
secution in  winter,  and  is  divided  into  sections  of 
from  one  to  six  miles  in  length,  and  may  be  bid 
for  singly,  or  for  the  entire  work. 

J.  R.  STRAUGHAN, 
Chief  Engineer. 


Hoole,  Stanifortb  St,  Co., 

MINERVA  WORKS, 
SHEFFIFLD, 

Sieel  Converters  and  Refiners  ; 

Manufacturers  of  Improved  Cast  Steel  Engineer 
ing  and  Machine  Files ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stanUy  on  hand  by  RICHARD  MAKIN, 

Agent  for  the  Manufacturers, 
43  24  Broadway. 


Pease  &  Mnrphy, 
FULTON    IRON    WORKS, 

FOOT  of  Cherry  St.,  E.  R.    Office,  27  Corlears. 
corner  of  Cherry  st.    Manufacturers  of  Land 
and  Marine  Engines. 
N.  B.    Ensines  and  Boilers  repaired.  6tf 


Da    WOiWWSiW    CB    «>iili9f 

SHEFFIELD,  EIVeLAND, 

Wannfactnrers  of 

WARRANTED  Cast  Steel  of  superior  qnalitj  tor  Toola, 
Machinery  and  Engineering  purposes.  Sinfl*  and 
Double  Shear,  Blister,  Oerraan,  Spring  and  Street  Steel  of  erer; 
description  ;  also,  Cast  Steel  files  of  hirb  repuution,  ■paelally 
adapted  for  the  use  of  Machinists,  and  Saws  and  Idge  Tools  oi 
all  kinds. 


Notice.  11 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Girard  building,  No.  60  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cnte  lithography  in  all  its  branches,  in  a  superior 
manner.  Having  the  best  artists  and  workmen 
employed,  he  canfbeely  warrant  his  work  as  equal 
to  any  in  the  trade. 

Publishers,  civil  engineers,  machinists,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch. 

DAVID  CHILLAS, 
Apl  Im  60  South  Third  street 

NEW  YORK  "~"~^' 

Lnbricatiog  Oil  Mannfactnring  Co. 

12  BROADWAY, 

PBOPBIETORS  AND  MANUFACTURERS  0» 

DE  VLAN'S  PA TENTLUBRICA  TING  OIL, 

,   FOB  ALL  KIKD3  OF  MAOHIXaRT  AHD   KiilLBOACa 

THIS  OIL  18  now  extensively  used  on  the  principal  Railroads 
in  Pennsylvania,  New  York  and  N.  E.  SUtes.  It  runs  machi- 
neiy  with  less  friction,  thereby  enabling  the  consumer  to  accoro- 
plisb  more  with  the  same  motive  power,  and  save  their  machine- 
ry flxwi  umeceasaty  ware.  It  is  entirely  free  from  Gum,  and 
will  cleanse  and  destroy  all  old  Gum  that  has  accumulated  upon 
Slides  and  Journals,  by  the  use  of  bad  oil.  It  will  wear  kxiger 
than  Sperm,  and  is  from  thirty  to  forty  cents  a  gaUoo  cheaper 
wbich  makes  a  great  saving  to  the  cowumar,  * 

apaoSm 


Fulton  Car  Manufaetory, 

CINCINNATI,  OHtO. 

GEORGE  t.ECK  would  reaperifully  call  the  at- 
tention of  Railroad  Companiea  in  the  West  and 
South  to  hia  eetabliahment  at  Cincinnati.  Hie  facil- 
ities for  manufacturing  are  extensive,  and  the  raeana 
of  transportation  to  different  poitta  speedy  and  econ- 
omicaL  He  ia  prepared  to  execute  t«  order,  on  short 
notice.  Eight-wheeled  PassengerCare  of  the  moat  su- 
perior deacrlption.  Open  and  Coveied  Freignt  Cars, 
Pour  or  EighC-wheel  Crank  and  Lever  Hand  Cara, 
I'rucks,  Wheds  and  Axles,  and  Railroa4  Work  gen- 
erally. 
Cincinnati,  Ohio,  February  9,  1863. 


£ina  Safety  Fuse. 

THIS  superior  article  for  ignitin£  the  charge  in  wet 
or  dry  blasting,  made  with  DIJ  PUNT'S  best  pow- 
der, is  kept  for  sale  at  the  office  aad  depot  ot 

REYNOLDS  &  BROTHEB,         I 

No.  86  Liberty  St.  i  - 

NEW  YORK. 
And  in  the  priAcipal  cities  and  towns  in  the  U.  States. 
Cr  The  Premium   of  the  AMERICAN  INSTI- 
TUTE WAS  awarded  to  the  Etna.  Sf^ety  f\se  at  the 
late  Fair  heldi  n  this  city.  ,  j  , 

NovATSArH.    \HA9.  il|  If      '       ' 

cierard  Ralftton, 

21  TOKEjN  HOUSE  YARJD,  LONDON, 

OV^XBS    HIS   SBBVICU   FOB   THS 

PURCHASE  AND  SALE  OF 
AMERICAN    S£CURIT1£S, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Clialrs,  or 

any  kind  of  Machioery. 

REFERENCEB : 
Messrs  Palitier,  McKiiiop,  Deat  A  Co.,  London. 

"        GJeotge  Peabvdy  &  Co,  London. 

"       Curtis,  Bouve  A  Co,  Boston. 
Richard  Irvin,  Eeq.,  New  York.  1 

Robert  RalSion,  Esq  ,  Phibdelphia. 
C.  C.  Jamitson.  Esq.,  Baltimore.  38 
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CHAS.  CONGRKTS,  Agadt, 
58  Maideo-lane,  Naw  Task. 
Stocks  of  th«  abova  goods  constsnUy  <»  hand. 
January  12, 1853. 


To  Railroad  Co^s,  LocomotlYe 
Builders  and  £ngrlneers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Oange,  would  recommend  their 
adoption  by  those  interested.  They  have  been  exten- 
sively useci  on  Railroads,  Steamers  and  Stationary 
Boi'ers.  where,  from  their  accuracy,  simplicity,  and 
non-liaoUity  to  derangement,  they  have  given  pertect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
•sly  rdiabU  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
'^<w     CoMoItiiif  Engiaeer,  M  Broadwaf. 


Trantwlne  on  R.  R.  Curres. 

By  John  C.  TRAtrrwiNE,  Civil  Engineer, 
Philadelphia,  Pa. 

JUST  published,  accompanied  by  a  Table  of  Nat- 
ural Sines  and  Tangents  to  single  minutes,  by 
means  of  which  all  the  necessary  calctilations  may 
be  performed  in  the  field. 

This  little  volume  is  intended  as  a  field-book  foi 
assistants ;  and  will  be  found  extremely  useful,  as 
it  contains  full  instructions,  (with  wood  cuu)  for 
.ayiiig  out,  and  adjusting  curves;  with  Tables  ol 
Angles,  Ordinates,  etc.,  tor  Curves  varying  from  13 
miles,  down  to  146  feet  Radius. 

A  portable  Table  of  Natural  Sines  and  TangenU 
to  minutes,  has  for  a  longtime  been  a  desideraiam 
among  Engineers,  independently  of  its  use  in  lay- 
ing out  curves. 

The  volume  is  neatly  got  np  in  duodecimo;  an_ 
handsomely  bound  in  pocket-book  form. 

Sold  by  Wm.  Hamilton,  Actuary  of  the  Pc^.  ik- 
lin  Institute,  Philadelphia.    Price  $1. 

Also,  "  TrauUnme'i  Method  of  Caladatin^  jSx- 
cavation  and  Embankment." 

By  this  method,  which  is  entirely  new,  (being 
now  made  known  tor  the  first  time)  the  cubic  con- 
tents are  ascertained  with  great  ease,  nnd  rapidity, 
by  means  of  diagrams,  and  tables  of  level  cuttings. 
Thin  ocuvo ;  neaUy  half  bound,  »1.  For  sale  by 
Wm.  Hamilton. 

Jane  as,  1861.  ^ 


CAUTION. 
IndlaHrnbber  Car  Sprlngrs. 

N  advertisement  having  lately  appeared  in  th* 
public  papers,  signed  H.  H.  Day  claiming  to 
have  received  irono  the  Americaa  Inautule,  the  pre- 
mium for  the  best  India-rubber  Car  Spring,  the  sub- 
dcribera  think  it  well  for  the  satiaiaction  of  tbair 
friends  and  those  interested,  as  well  as  for  the  pur 
poae  of  exposing  false  autementa,  to  pubiiah  the  fol- 
lowing Diploma,  lately  a>'arded  to  F.  M.  RAY  the 
inventor  of  the  Spring.  The  original  of  which' can 
be  seen  at  the  office  of  the  company,  No.  104  Broad- 
way, New  York. 

Diploma— Awarded  by  the  American  Institute  to 
F.  M.  RAY,  for  the  best  India-rubber  Car  Spring. 
A  Gold  Medal  having  been  before  awarded. 

Signed,  JAMES  TALLMADGE, 

Pnaiae&t. 
N.  Mues,  Recording  Sec'y. 
ADONisAJt  CHAKDLxa,  Cor'g.  Bec'y. 
New   York,  Oct.,  1851. 

New  England  Car  Spring  Co.^  No.  104  Broadway 
New  Yort.  7t£.  ] 

To  Contractors.  \ 


SEALED  PROPOSALS  will  be  received  at  the 
Engineef's  office  of  the  lezington  and  Big 
Sandy  Railr<»d,  in  Mt  Sterling,  Ky.,  untU  Aug 
10th,  at  sun  4own  for  the  gradaation  and  masonry 
of  the  whole  of  said  Railroad,  a  distanca  of  126 
milM.  Bids  will  be  received  for  any  number  of 
sections,  the  company  reserving  the  right  to  reject 
all  propositiotis,  if  none  are  satisfactory. 

Propositioas  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  Inns  through  some  of  the  finest  por- 
tions of  the  Stat«,  the  facilities  for  the  supplies  of 
every  kind  being  very  abundant. 

Plans  and  specifications  may  be  seen  at  the 
office  after  Jtly  1st. 

J.  B.  WESTBEOOK,  Chief  Knaneer 
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PATENT 
Liocomotive    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  Ptp^OSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
aavioj;  a  great  expense.  We  refer  to  Nashua  &  Lowell, 
Fall  Uiver,  Vt.  Valley,  Vt.  and  Mass.,  Old  Colony, 
New  York  and  New  HaTen,  Providence,  Hartford 
and  FishkUl,  Western,  Mass.,  New  York  and  Erie, 

Boston  acd  Worcester,  Connecticut  River.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines iu  use.                          For  sale  by 
BRIDGES  Sl  BROTHER,  Agts., 
64  Courtland  St.  J^ew  York. 
January  20, 1853.  


Notice  to  Contractors. 
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O  BALED  PROPOSALS  will  be  received  at  the 
O  oflSce  of  the  Clinton  line  railroad  company,  in 
Hudson,  Ohio,  until  tJie  20th  day  of  May  next,  for 
the  grading,  masonry,  bridging  and  superstructure 
of  their  entire  road,  from  Hudson  to  the  Peimsyl- 
vania  state  line. 

Plans,  profiles,  and  specifications  will  be  exhib- 
ited, and  all  requisite  information  given,  at  the 
office  of  the  compauf^,  in  Hudson,  on  and  after  the 
10th  day  of  May  next. 

By  order  of  the  board  of  directors. 
H.  N.  DAY,  president. 
W.  B.  BRINSMADE,  engineer. 

Hudson.  March  29, 1863. 


Toiedo,  Norwaili  and  Cieve* 
land  Railroad. 

OPEN  through,  completing;  the  la«t  link  in  the  chaui  of  Rail* 
roads  l>etweeii  New  Y'ork,  Boston,  Philadelphia,  Baltimore 
and  Wasliingtoii  City  aiiJ  Chicago. 

The  only  route  by  which  the  dangers  of  Lake  Navigation  are 
entirely  avoided. 
The  quickest  and  best  route  between  New  York,  Bottton  and 

Philadelphia  and  St.  Louia. 

On  and  after  Monday,  April  11, 
1863,  Passenger  TruiiiH  will  run 
daily  (Sundays  excepted)  aa  fol- 
lows : 

THROTTGH  TRAINS, 
Leave  Toledo  at  8.0O  A.  RL  and  10.00  P.  M. 
Leave  Cleveland,  9.20  A.  M.  and    8.30  P.  M. 

BELLEVUE  TRAINS, 
Leave  Norwalk  for  BeUevue  at  8  A.  M. 
Leave  Bellevue  for  Cleveland  at  2  P.  M, 
Night  Trains  will  not  stop  at  Townsend,  Camden  or  Clyde,  ex- 
cept to  leave  Passengers. 

CONNECTING  DIRECTLY 
AT  TOLEDO— With  Trains  of  Michigan  Southern  Railroad  for 
Chicago  and  the  West,  and  forming  a  line  in  connection  with 
the  Chicago  and  Rock  Island  Railroad  and  Stcamera  on  Il- 
linois River,  to  St.  Louis.  M 
AT  BELLEVUE— With  Trainn  of  Mad  River  and  Lake  Ske 

Road  for  Sandusky  City.  Dayton,  Cincinnati,  etc. 
AT  MONROEVILLE— With  Sandusky.  Mansfield  and  Newark 
Railroad,  for  Sandusky  City,   Shelby  Junction,  Cohunlius 
Newark  and  Zanesvilk;. 
T  GRAFTON — With  Cleveland,  Columbus  and  Cincinnati  road, 

for  Cleveland,  Shelby  Junction,  Columbus  and  Cincinnati. 
T  CLEVELAND— With   Lake  Shore  Road,   tor  Pittsburgh, 

Wheeling,  Philadelphia,  Baltimore  and  Washington  City. 
■^  Freight  forwarded  promptly  at  fair  rates. 

E.  B.  PHILLIPS,  Sup't. 
Superintmdenfa  Qffke  T.,  N.  if  C.  AA,  f 
NoneaUc,  O.,  April  8, 1853.      S 


Notice  to  Contractors. 

HANNIBAL  AND  ST.  JOSEPH  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  undersigned,  in  the  city  of  Han- 
nibal, Missouri,  until  the  twentieth  day  of  April, 
for  the  graduation,  masonry  and  bridging  ot  25 
miles  of  said  road,  extending  west  from  Hannibal. 
Proposals  will  also  be  received  at  our  office,  in 
the  city  of  St.  Joseph,  Missouri,  until  the  tenth  day 
ot  May,  for  the  graduation,  masonry  and  bridging 
of  25  miles  additional,  extending  east  from  St.  Jo- 
seph. The  remainder  of  the  line,  extending  a  dis- 
taace  of  over  150  miles,  will  be  placed  under  con- 
tract as  soon  as  the  same  can  be  prepared  by  the 
engineers. 

This  line  embraces  some  very  heavy  excavations 
and  embankments,  and  several  large  bridges. 

Plans,  profiles  and  specifications  will  be  ready 
Ikt  aach  place  one  week  previous  to  the  letting. 
DUFF  4,  LEARNED, 
Contractor*  H.  aad  St.  J.  RR. 


The  American  Railroad  Cliair 

Maimfaetnringr  Co. 

IN  POUGHKEEPSIE,  N.  Y., 


RE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

Bv  use  of  the  Wbouoht  Ibon  Chaib,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lips  ot  the 
chair  being  set,  by  means  of  a  sledge  or  hammer, 
close  and  nrmly  to  the  flanee  of  the  rail. 

The  less  thick  nessof  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  Ibon  Chaibs. 

Our  Chair*  are  made  from  Ulster  Iron,  the  quality 
of  which  ia  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  all 
are  tmiform  and  alike. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz : 
Sjrracuse  and  Utica,  Chester  Valley,  Penn., 

Buflalo  and  Rochester,      Tioga,  " 

IVorthem,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal.  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Mias.,       Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  SecreUry, 
Poughkeepsie,  N.  Y. 

January  1, 1853. 


BRIDGEWATER  PAINT, 

FOR  WOOD,  BRICK  AND  IRON  BUILDINGS, 

Steam  and  Canal  Boats, 

OR 

For  all  kinds  of  WoA  aboTe  and  Duder  water. 
PERFECTLY  SPARK  AND  CINDER  PROOF, 

On  Booft  of  Houea,  and  Deeka  of  Steamers,  Hailroad  and 

other  Bridges. 

For  sak)  In  Bbtai,  300  and  400  Iba.,  and  Kega,  25,  60  and  100  Ibe. 

B.  BOGERT,  Gtneral  AgeiU, 

Depot:  126  Peari  and  78  Bearer  sta..  New  Tcck 


To  Railroad  Companies,  Car 
Builders,  Maeliinists,  etc. 

SINGER,  HARTMAN  &  CO., 

SHEFFIELD  IRON  AND  STEEL  WORKS, 

PITTSBURG,  Pa. 
Warehouse  Nos.  109  Water,  and  140  Front  sts. 

HAVING  completed  their  arrangements  for  man- 
ufacturing Car  and  Locomotive  Axles,  Piston 
Rods,  Wrought  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  are  prepared  to  ofler  inducements  as  to  qual- 
ity and  price.    They  also  manufacture 
Boiler  Plate  and  Rivets, 
Railroad  and  Boat  Spikes,  .        ■      ' 

Car  and  Locomove  Springs, 

Spring  Sted,  -"-^ 

,   Solid  Box  Yicea,  etc^  ttc  l»rt*         -  ^ 


S1M£0M  U&APJUL  Ho,  M  Pine-ac,  ofrerafgr  sale,  a  variety 
of  RAILROAD  BONDS  and  STOCKS  ;  also  OlTY,  TOWN 
aud  COUNTY  BONDS,  amoug  whicli  are — 

lat  Mortfage  Convertible  Bonds : 

Pca/abU  <n 
7  per  ct— BoilUo,  Coniing  and  New  York 

B.   B. New  York,  X867 

7  per  ct— Weeteru  Vermont  R.  R "      IWl-Tl 

7  per  ct— Ootumbus,  Piqua  aud  Indiana.  .  .        "  1862 

7  per  ct. — Catawisaa,  Wiiliamnporl  and  £he.       "  1867 

8  per  ct.— Peoria  and  Oquawka "  1863 

6  per  ct.— Maysville  and  Lexington. "  1870 

0  per  ct— Dauphin  and  Susquehanna  Coal  Co.        "  1877 

iBt  Mortf^age  Bonds : 

7  per  ct— Uoruintt  6c  Bloesburg "  1873 

7  per  ct— Buffalo  and  New  York  City "  18(]6 

7  per  ct— Mangfleld  and  Sauduaky "  1860 

7  per  ct.— Toledo,  Norwalk  and  Clevaland.  .  "  1861 

7  per  ct— Vermont  Valley "  1861 

7  per  ct— New  Jersey  Central "  1860-70 

7  per  ct— Brunswick  Cauai  Co "  1867 

7  per  ct— Troy  and  Beuniugtoa. Troy,  N.T.  1862 

Aiao,  second  Mort{;age  bonds  of  many  of  the  above  companies, 
and — 
7  per  ct— Saratoga  and  Washington  B.  B.New  York,  1862 

7  per  ct— Troy  aud  Boston "  186* 

7  per  ct — Muscogee  Baiiroad. Savannah,  1862 

7  per  ct— Huron  aud  Oxford New  York,  1862 

10  per  ct— Manslield  aud  Sandusky  R.  R.  Co.        "      1866-67 
7  per  ct— Township  of  Portland,  Ohio.  ...        "  1862 

7  per  ct — City  of  Dayton,  Ohio,  guaranteed  by 

Mad  Biver  B.  R ««  1861 

10  per  ct— City  of  Keokuk,  Iowa Keokuk,  1863 

7  per  ct — Town  of  Huron,  Brie  county,  Ohio.    Huron,    1861 

7  per  ct— Town  of  Newark,  0 New  York,  1860 

7  per  ct — City  of  Sandusky,  coavertible  into 

Junction  R.  R.  Stock. **         I860 

7  per  ct— State  of  California. "      1862-72 

7  per  ct — Mortgage    bonds  of  the  Atlantic 

Steamship  Co "  1866 

12  per  ct — Improvement  Scrip  of  the  State  of 
Wisconsin   for   improvement  of 

Ifox  River "  1862 

Rutland  and  Whitehall  Stock,  with  guarantee  of  7  per  cent 
dividend  by  Saratoga  aud  Waslungton  Railroad. 
Stock  in  the  Western  Vennuut  B.  B.  Co. 
Stock  iu  the  Mad  River  R.  R.  Co. 
Stock  in  the  Buffalo,  Corning  aud  New  York  R.  B.  Co. 
Stock  iu  the  Mansiield  and  Sandusky  B.  R.  Co. 
Stock  in  the  New  York  and  Virginia  Mail  Steamship 
Company,  paying  20  per  cent  dividends. 


The  Cold  Springy  Iron  Works 

INCORPORATED  IN  184a 

IN  the  Town  of  Otis,  County  Berkshire,  Massachu- 
setts, manufactures  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manulacture  of 
LOCOMOTIVES  and  CaRS  ;  also,  BAR  IROJN  of 
all  descriptions.  Particular  attention  is  paid  to  the 
manufacture  of  CAR  AXLES,  and  the  Works  being 
situated  in  a  region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  confident  they  can  furnish  an  article  equal, 
If  not  superior,  in  quality  and  finish  to  any  in  the 
market.  They  sohcit  the  ordwa  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  shall  be  promptly  atiended  to :  and  execut- 
ed on  terms  as  advantageous  as  can  be  had  elsewhere. 

Thev  refer  to — 
John  Kinsman.  Esq.,  Superintendent  Extern  Rail- 
road, Salem,  Mass. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Conn. 
£.  T.  Osbom,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Ohio. 
W.  W.  WethereU,  Car  Builder.  "  " 

Address  HENRY  MELLUS,  Agent, 

Boston,  Mass. 
or,  GEO.  W  FRESCOTT,  Sup't, 
Oiiss,  Mass. 
November  12, 1862.        " 


Antbracite  and  Charcoal  Plgr  ' 
Iron. 

800  Tons  No.  1  Glenden  Anthracite  Pig  Iron. 
1000      "    No.  2  "  "  " 

1000      «'    Forge  "  "  " 

200      "    No.  1  Stockbridge  Charcoal 
100      "    No.  2  "  •• 

500      "    Forge  Katahdln         "  <* 

For  sale  by 

GEORGE  W.  A.  WILLIAMS, 
6  Liberty  Square,  Boattn. 
December  11, 18S2.  3m 
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.i-:^.  FOR  SALE.     ■',: :.- .V  .v.  :\-- 

rpWO  Sixty  Horse  Power  Beam  Engines,  with  • 
X  eight  boilers,  suitable  tor  Blast  Furnace,  J 
Pumping,  or  Mining;  formerly  used  by  the  State  ; . 
of  Pennsylvania  on  the  Schuylkill  Inclined  Plane,  ^ 
near  Philadelphia,  (where  they  may  now  be  seen.)  '. 
Apply  to  A.  &  P.  ROBERTS, 
No.  801  WalaotStteet,  FkiUddphia. 


American  RAii.ROAl>  lottRKrAL. 
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lyotice  to  Coutraeiors. 

.     Office  P^.  O.,  Ofcl.oubas  <k.  Great 
Western  Kailroad  Co., 
Aew  Orleans,  March  !ilA,  185J. 

SEALED  PR0PO6AL.&i  will  be  received  ai 
lois  udice,  aaiil  ttae  lUili  ot  May  next,  lor  the 
cuQsiructiua  ut  tbat  puruoa  ol  tbe  roaa  betweeu 
Bayou  Latuurche  aaa  BerwicK's  Bay,  a  distaace 
ol  Hi  miles  ;  also  trum  Berwick's  Bay  to  Wash 
iogion,  a-'i  miles,  including  a  brancb  road  ol  Its 
miles,  fropueals  will  be  made  tor  tne  entire  com- 
pletion of  the  ruad,  (except  lurnishing  iron.) 

Relereoces  of  ability,  and  security,  will  be  re- 
quired. 

Plans  and  specifications  of  the  work  to  be  seen 
at  this  o&ce,  alter  the  lUih  ol' April. 

JAMES  G.  GlbBES,  Chief  Engineer. 


To  Contractors. 


LACKUaoii  AJNii  Mii.WAUK±i±-  KALLttUAD. 
— Proposals  will  be  received  at  the  office  of 
tUti  £ngia<Mr  of  this  road,  in  the  city  of  Milwaukee, 
upon  the  lOtb  day  of  May  next,  for  the  Grading:, 
Bridging,  Superstractunt,  Station  House,  Water 
Statioua  and  equipments  of  the  hrst  division  of  the 
La  Crosse  and  Milwaukee  Railroad,  extending  from 
the  city  of  Milwaukee  to  Portage  City,  on  the  Wis- 
consin River. 

Propositions  will  also  be  considered  for  the  gra- 
ding in  sections,  and  for  the  superstructure  and 
buildings,  separately. 

JBy  order  of  the  Board, 

J.  L.  BEAN,  President. 
Milwaukee,  April  6lb,  1868. 


Notiee  to  Contractors. 

Mississippi  and  Atlantic  Railroad,  from  Terre 
idlauie  to  St.  Louis  Letting.— Sealed  propo- 
sals, will  be  received  at  the  office  of  the  Company, 
either  at  Terre  Haute,  Indiana,  or  Marshall,  Illi- 
nois, until  and  on  the  t5th  day  of  May,  lb53,  at 
sundown,  for  the  grading  and  masonry  irom  Terre 
Haute,  Indiana,  to  Pocahontas,  lUmois,  (iiM  miles) 
and  lor  the  bridge  across  ihe  Wabash  River. 

Propositions  will  also  be  received  until  and  on  the 
15ih  uay  of  June,  1853,  at  sundown,  at  either  ol  the 
above  named  offices,  lor  the  grading  and  masonry 
from  Pocahonus  to  Casey  viJle,  (3U  miles.) 

Proposals  will  be  prelerred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  be  re* 
cetved  and  considered  lor  sections  of  ten,  fifteen  and 
twenty  miles. 

The  Company  reserves  the  right  to  accept  ol 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 
proper. 

Profiles  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  lor  two  weeks  previous  to  the 
letting.  John  Brocgu,  Presiaent. 

S.  DwiouT  Eaton,  Engineer. 

Terre  Haute.  Ind.,  March  1.  I»53. 

Bailroad  Iron. 

^000  ^^^^  superior  quality,  defiveriiig  fWm  April  for 


12tf 


with  6  to  600  toos  per  mooth,  for  sale  by 
NAYi^R  &  CO., 
Se  &  101  Jotm  street 


Wm.  Swlnbnme, 

LOCOMOTIVE  ENGINE  BUILDER,  Paterson, 
N.  J.,  is  prepared  to  execute  orders  for  Freight 
and  PasBenger  Engines ;  also,  Tenaers,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc.  6tf 

£,ITHOGRAPHY. 

PUBLISHERS,  Cirit  Engineers,  Machinists,  and  oUwn  re- 
quiring Lithographs,  plain  or  in  colors,  can  depend  on  tfas 
high  Qnish  of  their  desiims,  ttioag  with  promptnose  and  diKwtch. 

DATID  CHILLAS, 
60  South  8rd  Street 
May  1st,  18^.  PfaUadelphia. 

Dudley  U.  Fuller  &  Co.. 

IRON  COMMISSION    MERCHANTS, 
No.  139  GREENWICH  STREET. 


Blake  &  FarUn, 

MEADOW  STEEL.  WORKS, 
SUEFFIELD^ 

INVKNTOBS   OF  ^ 

CORE-ANNEALED  CAST  STEEL, 

A  most  Important  Improvement  in  CAST  STEEL, 
originating  with  B.  &,  P.,  for  SCREW  TAPS,  PIS- 
TON RODS,  ENGRAVERS  to  CALICO  PRINT- 
ERS, SILVER  and  GOLD  ROLLERS,  etc.,  etc., 
warianted  to  harden  by  ordtBary  process  withoat 
breaiing,  being  soft  in  tM  centre  to  any  required  dta- 
ameter,  and  hard  to  any  specified  depth  from  Ae  out- 
side. 

HARD  CENTRE  CAST  STEEL, 
Wor  DIES,  LATHE  CWfTRES,    MINT   PUR- 
POSES, etc.,  etc.,  warltiited  to  harden  fiie  Inside 
without  breaking,  (the  dutside  remaining  soft.) 

HARD  AND  SOFT  SURFACE  CAST  STEEL, 
in  Bars  and  Sheets,  hard  on  one  or  both  8ide«,  and 
soft  in  the  centre ;  or  soft  on  one  or  both  sides,  and 
hard  in  the  centre,  and  adapted  for  a  variety  of  pur- 
poses, as  MACHINE  KNIVES.  SLIDE  BARS, 
PLOW  KNIVES,  PLANING  KNIVES,  ROLLER 
BARS  for  Beating  Engines  for  Paper  Makers,  etc. 

i3r  This  peculiar  Steel  is  quite  SOLID,  and  It  is 

quite  malleable,  and  draws  down  under  the  Hammer, 
still  retaining  the  difference  of  hardness.  When  hard- 
ened, the  hard  part  is  left  very  hard,  while  the  soft  is 
left  just  harder  than  common  iron. 

THE  REPORT  OP  THE  JURY  OF  THE 

"EXHIBITION  OF  ALL  NATIONS." 
Class  21,  Paige  486: 

"  The  attention  of  the  Jury  was  particularly  called 
to  one  novelty  exhibited  by  noesrS.  BLAKE*  PAR- 
KIN, of  SHEFFIELD,  consifcUng  of  the  nnion  ol 
T\co  qiuUities  of  Cast  Steel,  hard  and  M^t,  in  the  earn* 
artide;  manufactured  with  much  skill,  they  have  no 
reason  to  doubt  that  the  process  is  peculiar  to  the 
Exhibitors." 

A  PRIZE  MEDAL  WAS 

AWARDED   TO 

MESSRS.  BLAKE  &  PARKIN. 

N.  B. —  T%e  Inventors  mark  all  tkeir  Cfoods  with 
their  CoKPOBATE  Mark— X.  L.  E^T. 

Also,  Cast  Steel,  German  and  Spring  Steel,  war> 
ranted  Cast  Steel  Fii<.s,  Saws,  etc. 

GEO.  SANDERSON, 
248  Peail  St.,  N.  Y. 
February  9, 1863. 


Wilkinson^s 
EXP  LOSI  VE 

RAILWAY  SIGNAL, 

For  sale  by 

BRIDGES  &  BROTHER, 

64  COURTLANDT  STREET. 
rrnffB  EXPLOSIVE  RAILWAY  SIGNALS  are  dmllar  to 
JL  those  used  in  Efisland,  and  from  experieoce  are  iboDd  to 
be  much  better.  They  arc  so  coimtnicted  that  the  taofmtaH  of 
an  Engine  over  tlicm  at  any  speed,  wiD  cause  an  exploatai  that 
cannot  be  mistakca  In  the  oigbt,  ftom  this  same  caow,  tlM>« 
wiO  be  a  bright  flash,  which  wiB  be  bo  virid  that  It  camot  be 
passed  unnoticed. 

THIS  WILL  BE  FOTJND  ONE  MORE  PRJCVAWTIV 
OF  COLLISION.  It  18  often  tbe  case  that  during  a  ftv  or  MOW 
stOTm,  a  train  cannot  be  warned  of  it«  danger  by  a  llac  or  linieiii. 
and  in  such  instances  they  are  invaluable. 

They  are  impervious  to  water,  and  wiD  keep  tiieir  esploiiTe 
property  any  number  of  years.  They  can  be  handled  and  carried 
with  safety,  it  requirinf;  a  heavy  blow  to  explode  Hiffn, 

January,  20, 185S. 

Superior  Cast  Iron   Gas   and 
Water  Pipes. 

THE  Subscriber  Is  prepared  to  contract  for  the  sup- 
ply of  CAST  IRCJN  PIPES  required  by  Gasu  or 
Water  Companies,  Corporations,  etc.,  deUvered  in  any 
Seaport  in  the  Union,  on  reasontble  terms.  These 
Pipes  are  cast  on  the  most  approved  principle  by  the 
best  Founders  in  Scotland,  from  a  superior  qiullty 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  e^fly  and  freely. 
Pull  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  naing  the  Pipes,  can 
be  obtained  on  application  ro  the  Agent  in  New  York. 
„  ,      ...    .-  WILLIAM  ROY,  Junr., 

21  Reofield  at.,  Ghagow, 
If  .p-u.  Scotland. 

J.  M.  EADIE,  Agent,      J  ;    \i 

26  From  ft.,  Now  t<^  ,i,r.     IjW 


(l?0^\rk  AAA  PERU  and  IM>1A_NAP0- 
^OUUaUUI/  lis  RAILROAD  FIRST 
MORTGAQJi  COiNVERTlBLE  S£V£.N  PiiR  CEX<T 
BOJSDS. 

We  oflfer  for  uit '.,  at  reasonable  rites,  $300,000 
of  the  7  per  cent :  st  Mortgage  Convertible  Bonds 
of  the  P«ra  and  lit€liaiii4>oli8  Railroad  Company, 

Forty  miles  of  this  road,  lyii^  between  Indian- 
apolis and  TipUMi,  is  now  completed  and  in  opera- 
tion. The  Madi8<>n  Road  operates  the  same.  The 
residue  of  the  linfc  to  Peru,  32  milet,  will  be  com- 
pleted and  in  operation  by  the  lA  of  November 
next.  I 

The  entire  Ro»d  will  cost,  when  covnpkted  and 
equipped,  about  $1,200,000. 

The  available  J  stock  subscription  is  82^,000. 
The  mortgage  deMisbutS60O,0O0i»  all,  the  above 
being  a  part  theiteof.  The  Road  owes  no  other 
debt. 

This  Road  is  aivanti^eously  located,  connect- 
ing at  Indianapolis  Witfa  the  MalUBon  road  (of 
which  it  is  a  direct  extensitm  northi^^ardly)  and  the 
other  roads  there  1  centering.  j 

At  Peru  it  comkecta  or  inteiMtftS  with  the  Wa- 
bash and  Erie  CAnal,  and  it  wiO  Jihortly  be  ex- 
tended to  the  Fort  Wayne  and  Chicago  Road  at 
Warsaw. 

It  traverses  a  tegion  of  p«»t  fertility  and  pro- 
ductiveness, tlavftl|  DO  other  outlet  to  a  market. 
Its  local  business  alone,  will,  it  is  thought,  yield  a 
handsome  support. 

Pamphlet  exhibits,  with  maps  of  the  work,  and 
any  other  more  detailed  information  desired,  will 
be  ftimished  on  application  to  the  subscribers. — 
New  York,  April  7,  1863. 

WINSLOW.^AMJER  &Co.,S|o.62Wall-gt. 

To  Suryejors  and  Enffineers. 

A  MAN  ot  science,  and  thoroughly  acquainted 
with  sonreying  and  civil  enguieering,  wishes 
a  situation  with  tome  good  practical  eagmeer. 
Address  "  H.  ^ .."  this  oftice.  3*  12 

Iron  for  Ma^iinlsts. 

THte  S\JBSCKlB£ldS, 

IMPORTtRS  ATsD   DlvALERB  IN 

IRON  AND  STEEL, 

HAVE  constaatly  on  hand  a  good  assortment  of 
Iron  and  Steel,  expressly  adapted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS, 

AND    MACHINISTS    CBJXaALLY. 

ELLIOTT  &  HOLDBN, 
Feb.  16,  18t3.  90  Beekian  St.,  W.  Y. 

Fire  Bricks. 

SCOTCH  Patent— for  sale  in  lou  to  suit  purchas- 
ers, by  G.  O.  ROBERTSON, 

Ite  Water  street,  comer  of  Pioe,       i 
November  19.  tflfcj. N^*.-  York. 

WrouKlit  iron  Wheeis ! 

THE  SUBSCRIBER,  Sole  Agent  in  lUe  United 
States  for  the  Union  Foundry  in  England,  is 
prepared  to  take  orders  for,  and  :o  lurnish  promptly 
IVrought  Iron  Wheels  at  a  low  cost,  ot  a  superior 
quality,  for  Railiway  Cars.  These  wheels  are  ex- 
tensively used  ill  England,  and  are  already  in  use 
on  several  impoHtant  railroads  in  America.  Sam- 
ples of  them  can  be  seen  at  24  Broadway,  New 
York,  and  9  Liberty  Square,  Boston. 
4t  18  WM.  BAILEY  LANG. 


Notic<^  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  office  of  the  Cleveland  and  Pitts- 
burgh Railroad  Company,  in  Wellsville,  from  the 
first  to  the  tenth  of  May  next,  for  the  gradation 
and  masonry  of  thirty-nine  miles  of  the  Wheeling 
extension  of  theCleyeland  and  Pttaburgh  Railroad, 
from  the  mouth  of  Yellow  Creek  to  Bridgeport, 
opposite.  Wheeling. 

Plans,  profiles  and  speciflcationa  will  be  exhibit- 
ed and  all  requisite  information  ^ven  at  the  <rfBoM 
of  the  Company,  in  Wellsville.  ,    •  .. : 

By  order  of  the^Board  of  Directors.* 

I  C.  Prentiss,  President.     I 

;  J.  LiNTOM,  Chief  Engine^-, 

Office  of  tbe  C.  ^  P.  B.  B., 

CtoveUod,  April  SUi.,  1868. 


■*»»»■«  ^}l   ■■,->vr-;r:f^,^"arf  I  '.■►    .  :T7*!!T 
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AMElllCAN    RAlLllOAD    lOtTIlNAL. 
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CARHART'S    IMPROVED    TURNTABLE. 


Nal 


...:.,|,^...^_^..j,.,.....-.,| 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former 
ly  $1,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ot  stone  at  some  points,  the  subscriber  is  com- 
]>elled  to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars, 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  out,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier' is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  3,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
•  •'       Cleveland,  Ohio. 

February  14,  1853. 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  tor  Railroad  Cars,  supplied 
br  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and 24  Broadway, 
New  Tork. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchasuig  Rich- 
ardaon's  PatentOil  Cups,  or  therigbt  to  use  tbeaame, 
except  of  the  undersigned,  Proprietor  of  the  Patent, 
or  of  some  one  acting  under  his  authority.  Commu- 
nicatkms  addreaeed  to  him  at  Westminster,  Vt.,  will 
be  pronptlj  attended  to.  B.  DaWOLF,  Jr. 

Ovi,%VSn.      If* 


To  Sngrineers,  Architects  and 
Draugrlitsmen. 

THE  nndersifned  begs  respectfully  to  inform  Glen- 
tlemen  in  the  above  professions,  that  he  has  con- 
stantly on  hand  a  great  variety  of  Instruments  for 


Field  and  Office  use. 
Feb  9  1863. 


JAS.  PRENTICE, 
316  Broadway,  N.  Y. 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subecriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  Ball- 
road  wheels  made  from  the  celebrated  9xlord  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford  Furnace  P.  O.,  will  be  attended  to  promptly. 
Stpt.  11,  UB.       Ijr* 


«.  .V  ii  ;. 


IRON. 


Pierson  &  Co., 

24  BROADWAY,  NEW  YOHK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCOMOTI VE  and  CAR  BUILD- 
ERS, and  RAILROAD  MACHINE  SHOPS ;  also, 
Boiler  Plates  and  Riveu,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks.  Axles,  Tires  and  Tire  Bars,  of 
be  B.  O.  LOWMOOR,  and  other  approved  makes, 
mportad  to  order  on  tli*  most  ftTonbls  i 


VJ^'^^^^.^ 
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HofT  Stand  oar  Railroad  AlTalra  1 

For  years  past,  more  or  less  apprehension  has 
been  felt  in  reference  to  the  numerous  lines  of  rail- 
road that  have  been  in  progress,  lest  their  demands 
should  exceed  the  ability  of  the  country  to  supply 
the  means  for  their  construction,  or  that  projects 
should  be  taken,  up,  which,  after  absorbing  a  large 
amount  of  capital,  should  prove  unproductive,  in- 
voking a  loss  not  only  in  the  particular  case,  but 
throwing  discredit  upon  the  whole  interest,  and 
ending  it  was  feared,  in  a  financial  crisis. 

The  result  has  proved  the  groundlessness  of  all 
these  fears.  From  5,000  miles  of  road  on  the  fii-st 
day  of  January,  1849,  we  have  proceeded  in  their 
construction  without  the  slightest  check,  till  we 
have  some  14,000  miles  in  actual  operation,  and 
nearly  an  equal  extent  in  progress.  In  the  mean 
time  we  have  experienced  no  financial  crisis.  Mo- 
ney has  on  the  whole,  been  constantly  growing 
more  and  more  abundant ;  the  roads  as  they  were 
completed  at  once  engaged  in  a  lucrative  traf- 
fic. Confidence  in  their  safety  as  investments  of 
capital,  has  been  steadily  gaining  ground.  All 
these  causes  combined  have  rendered  the  construc- 
tion of  railroads  an  easy  matter,  and  the  building 
of  100  miles  at  the  present  time,  is  in  fact  regard- 
ed as  a  less  formidable  task,  than  one-tenth  of  the 
same  extent  five  years  ago. 

Our  ^at  success  has  been  in  fact  owing  to  the 


very  feeling  of  distrust  which  we  have  referred  to 
in  the  commencement  of  this  article.  What  rail- 
roads have  achieved,  was  foreseen  only  by  the 
most  ardent  minded  and  sagacious  among  us.  The 
most  sanguine  imagination  could  not  have  antici- 
pated all  that  they  accomplished.  On  the  part  of 
such  persons  often,  "  the  wish  was  father  of  the 
thought."  They  more  conservative  and  cautious, 
and  thfsc  always  represent  the  monied  classes, — 
dealt  out  the  means  for  their  construction  with  a 
sparing  hand,  requiring  in  all  cases  a  sufficient 
stock  basis  as  the  security  for  their  loans.  The  re- 
sult was,  that  these  projects  which  had  an  amount 
of  local  strength  which  promised  entire  safety  to 
the  money  sought  to  be  borrowed,  could  obtain  it. 
The  weaker  ones  were  compelled  to  bide  their 
time,  and  were  postponed  till  they  acquired  addi- 
tional strength,  or  till  an  increased  confidence  in 
these  enterprises,  rendered  capitalists  less  choice  as 
to  the  character  of  their  investments. 

To  speak  more  directly,  the  following  has  been 
considered  the  safe  rule  for  making  investments. 
If  those  engaged  in  the  construction  of  a  railroad 
could  furnish  one-half  of  the  means  required,  the 
sum  was  regarded  as  a  sufficient  guarantee  for  the 
safety  of  a  loan  to  an  equal  amount ;  as  evidence 


is  to 


The  railroad  is  the  a^ent  or  instrainent  of  com- 
merce. The  condition  of  success  s|iould  always 
exist  before  attempting  to  realize  it^  Railroads 
can  only  be  built  *id  operated  at  vatt  cost,  and  if 
we  anticipate  the  twants  of  a  comtaunity  in  the 
construction,  or  bnild  them  where  they  are  not 
needed,  the  most  disastrous  results  fannot  fail  to 
follow.  Let  us  pl-eserve  what  is  achieved,  and 
not  soil  our  present  success  nor  mar  our  projects  in 
construction  by  overdoing  a  business  which  has  been 
legitimately  pursue,  but  which  one  serious  mis- 
take might  overwhelm  with  disaster.  Let  us  cher- 
ish and  mature  wliat  we  have,  rath^  than  under- 
take problematical  schemes,  which  kiay  endanger 
present  success,  a^  our  prospects  tor  the  future. 


Asaessment  of  Property  in  Baltimore 
9lty. 

The  Assessors  ftr  Baltimore  city  having  com- 
pleted their  labors^  and  the  Appeal  Tax  Court 
having  finally  decided  all  cases  of  appeal,  the  fcd- 
lowing  is  the  complete  assessment,  as  retomed  to 
the  Comptroller  of  the  Treasury :      \ 

The  aggregate  ^♦alue  of  the  different  descriptions 
of  property  assessed  arc  as  follows: — Value  real 
estate  $66,271,259|;  bank  and  other  stocks  $11,. 
213,761  ;  private  ^curities  $6,157,643  ;  public  se- 


that  the  road  was  needed  by  a  community  that  Lurities  $4,862,321  ;  stock  in  trade  $9,521,108; 
furnish  so  large  an  am't  and  that  having  so  much  household  fnmitife  88,377,047:  Ure  stock  and 
atsUke,  those  having  it  in  charge,  would  takelj^^y^^^g^^^g^  gigj^^^j^gg^ioo  g^g.  ^j^^^^^j^e- 


iOraod  total— 


f 


lilablllty  of  Rat^oad  Compamloa  lu  carrying 
E<lv«  Stock. 


good  care  that  it  was  well  managed.    When  such  gj^ .  ^^^^^  property  $3,643,788. 

an  exhibit  could  riot  be  made,  the  presumption  <  ^^q^  gQ^  ^^ 

was  that  the  road  was  not  called  for  by  any  exist-  j     ^he  a^ate  f  assessable  property,  according 

ing  business;    that  the  project  was  premature,, j^  ^^e  assessment  bf  1846,  was  $86,103,673.     The 

and  would  consequently  prove  unprofitable.  [increase  shown  by  the  assessment  jast  ijompletcd 

The  rule  we  have  laid  down,  not  only  serves  as  i  j,  therefore  $18,697,766. 
a  test,  by  which  to  determine  the  soundness  of  a 
security  offering,  but  imposes  a  proper  and  whole- 
some restraint  upon  the  wholesale  and  indiscrimi- 
nate construction  of  roads.  It  has  been  owing  to 
the  observance  of  this  rule,  that  our'great  success, 
and  the  healthy  and  prosperous  condition  of  our 
roads,  is  mainly  owing.  It  becomes  the  more  im- 
portant and  obligatory,  in  proportion  to  the  in- 
creased strength  of  public  confidence  in  the  pro- 
fitableness of  our  railways.  Our  danger  is  really 
commencing.  Because  all  that  we  hav  i  ilt  pay, 
there  is  great  danger  that  we  may  worl  oi.rsclves 
into  the  infatuation,  that  all  wc  may  ..  .dertake 
wiU  pay. 


At  Rutland,  Vt.,  in  the  case  of  William  Kimball 
vs.  the  Rutland  ranlroad  company,  for  loss  and  in- 
jury of  cattle  on  the  way  to  Cambridge  Market, 
before  the  Common  Pleas  Court,  the  Judge  held 
that  the  defendants  were  not  liable  as  common 
carriers  for  the  transpertatioh  of  lite  stock  ;  that 
the  plaintiff  bad  himself  disclosed  the  existence 
of  a  special  contract  under  which  the  defendants 
must  be  liable,  if  at  all,  ■  id  that  the  plaintiff  was 
not  entiled  to  recover  Ai.  er  his  declaration.  Judg- 
ment was  given  f<6r  the  defendants,  j 
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Grand  Trvnk  JLIne  of  Canada. 

Below  we  give  a  portion  of  the  Appendix  to  the 
prospectus  of  this  compaDy  (published  last  week,) 
which  sets  out  more  fully  the  route,  objects  and 
bosinass  prospects  of  this  scheme.  Every  thing 
relating  to  a  work  of  such  magnitude  and  general 
importance,  wil^e  read  with  interest : 

We  copy  the  fqilowiug : 

The  Grand  Trunlferailway  of  Canada,  with  the 
Atlantic  and  St.  Lfeprence  railway  of  Maine,  1112 
miles  in  length,  wLtii  an  uniform  gauge  of  5  and  6 
inc^^es,  as  now  brcJuglit  under  the  notice  of  the 
British  public,  offer*  the  most  comprehensive  sys- 
tem of  railway  in  tlie'World.  Protected  fVdm  the 
possibility  of  injurious  competition,  for  nearly  its 
entire  length,  by  natural  causes  as  well  as  by  le- 
gislative enactment,  it  engrosses  the  traffic  of  a  re- 
gion extending  809  miles  in  one  direct  line  from 
Portland  to  Lake  Huron,  containing  a  population 
of  nearly  three  millions,  in  Canada,  Vermont,  New 
Hampshire  and  Maine.  At  Portland  it  connects 
with  the  system  of  railways  reaching  eastward  to- 
wards the  province  of  New  Brunswick,  and  here- 
after to  Halifax  in  Nova  Scotia,  as  well  as  south- 
ward, by  lines  already  wxisting  to  Boston  and  N. 
York.  At  the  frontier  of  Canada  it  again  unites 
with  other  lines  to  Boston  and  the  great  manufac- 
turing districts  of  New  England.  From  Richmond 
it  runs  eastward  to  Quebec  and  Trois  Pistoles  263 
miles,  giving  direct  access  to  the  great  shipping 
port  of  Canada  in  summer,  and  hereafter  by  rail 
to  the  Atlantic  at  Halifax  by  Trois  Pistoles  and 
Mirimichi,  forming  the  only  route  to  the  two  fish- 
eries of  the  Gulf  of  St.  Lawrence,  and  the  eastern 
timber,  coal  and  mineral  district  of  New  Bruns- 
wick. At  Montreal  it  again  meets  three  railways 
now  in  operation  to  Boston  and  New  York.  At 
Prescott  it  receives  the  tributary  line  from  Bytown 
and  the  vast  timber  districts  of  the  Ottawa,  sixty 
miles,  now  in  course  of  early  completion  ;  and  on 
the  opposite  side  of  the  St.  Lawrence,  the  northern 
New  York  road  to  Ogdensburg,  will  pour  its  stream 
of  passenger  traffic  upon  the  Trunk  line.  At  King- 
ston the  Rome  and  St.  Vincent  railroad,  also  from 
New  York,  becomes  its  tributary.  From  thence  to 
Toronto  it  receives  the  entire  produce  of  the  rich 
country  north  of  lake  Ontario,  through  the  chan- 
nels of  Belleville  and  Peterborough  branch,  and 
several  other  new  lines  already  in  progress  to  con- 
struction, and  all  tributary  to  the  main  trunk  road. 
At  Toronto  the  Ontario,  Simcoe  aud  Huron  rail- 
road, one  hundred  miles,  now  nearly  finished  pours 
in  the  traffic  of  the  region  around  lake  Simcoe  and 
Georgian  bay.  At  the  same  point  is  also  met  the 
Great  Western  railroad  by  Hamilton  to  Detroit, 
240  miles,  now  in  a  forward  state  of  completion,  by 
which  communication  is  had  with  the  southern 
part  of  Western  Canada,  as  well  as  with  the  rail- 
ways in  operation  from  Detroit  to  the  states  of 
Michigan,  Illinois  and  Wisconsin. 

From  Toronto  westward,  the  line  passing  thro' 
the  heart  of  the  western  peninsular  of  Canada  en- 
sures to  the  Grand  Trunk  the  exclusive  traffic  of 
the  fir.est  part  of  the  province,  while  at  its  termi 
nus  at  Sarnia  it  debouches  at  the  very  outlet  of 
lake  Huron,  avoiding  the  shallows  of  the  Detroit 
and  St.  Clair  rivers  below — a  point  the  most  fa- 
vorably situated  for  the  navigation  extending 
through  lakes  Huron  and  Michigan,  and  hereafter 
through  lake  Superior.  At  Sarnia,  the  American 
railroads  now  in  course  of  construction,  place  the 
Grand  Trunk  line  in  the  m6st  direct  communica- 
tion with  the  arterial  lines  to  the  Great  West  and 
the  Mississippi,  a  region  whose  advance  in  popu- 
lation and  wealth  has  been  regarded  as  almost 
fabulous,  and  yet  whose  resources  are  still  very 
partially  developed,  while  the  trafflcof  the  copper 
and  iron  districts  of  lake  Superior,  the  most  valu- 
able and  extensive  in  the  world,  with  the  coal 
of  Michigan,  will  accumulate  on  the  railways  at 
this  point,  reaching  ocean  navigation  at  Montreal 
in  much  less  time  and  by  the  same  mileage  that  it 
can  now  pass  by  boat  to  the  waters  of  lake  Onta- 
rio, 350  miles  above  that  city. 

The  Grand  Trunk  railway  of  Canada,  it  will  be 
therefore  seen,  commencing  at  the  debouchure  of 


the  three  largest  lakes  in  the  world,  pours  the  ac- 
cumulating traffic  in  one  unbroken  line  through- 
out the  entire  length  of  Canada,  into  the  St.  Law- 
rence at  Montreal  and  Qoebec,  onwhich  it  rests  at 
the  north,  while  on  the  south  it  reaches  the  mag- 
nificent harbors  of  Portland  and  St.  John's  on  the 
open  ocean.  The  whole  future  traffic  between  the 
western  regions  and  the  east,  including  Lower 
Canada,  parts  of  the  states  of  Vermont  and  New 
Hampshire,  the  whole  of  the  state  of  Maine,  and 
the  provinces  of  New  Brunswick,  Nova  Scotia,  P. 
Edward  s  Island  and  Newfoundland,  must  therefore 
pass  over  the  Grand  Trunk  railway. 

This  great  and  comprehensive  scheme  of  rail- 
way communication  throughout  the  most  wealthy, 
populous  and  important  colonial  dependency  of 
Great  Britain,  is  not  now  offered  as  a  Lew  project 
to  the  public.  It  comes  with  the  guarantee  of  the 
province  of  Canada,  which  has  embarked  upwards 
of  two  millions  sterling  in  the  enterprise ;  it  is  sup- 
ported by  the  most  intelligent,  far-sigbted  men  in 
the  colony,  and  it  has  the  security  of  nearly  half 
a  million  sterling  of  private  Canadian  capital  in- 
vested therein,  while  a  conviction  of  the  great  ben- 
efits of  unanimous  action  has  provided  a  combina- 
tion of  railway  interests  probably  never  before 
seen,  and  ensuring  such  an  energetic  and  harmo- 
nious working  of  the  entire  line,  as  cannot  but  pro- 
duce the  most  satisfactory  results. 

The  Grand  Trunk  Railway  does  not  rest  for  its 
success  altogether  on  anticipations.  The  entire 
section  from  Portland  to  Montreal,  of  290  miles, 
is  now  in  operation  for  250  miles,  and  will  in  July 
next  be  fully  connected,  making  the  shortest  and 
most  easy  communication  between  the  River  St. 
Lawrence  and  the  Atlantic  ocean.  This  part  of 
the  line  forms  in  itself  a  complete  railway,  open- 
ing up  an  entire  new  channel  for  the  western 
trade;  and  giving  an  outlet  in  winter  for  the  pro- 
duce of  Eastern  Canada,  as  well  as  of  that  of  west, 
ern  Canada  east  of  Kingston.  The  line  from  Que- 
bec to  Richmond  brings  Montreal  and  Quebec  with- 
in six  hours  of  each  other,  and  opens  to  those  cit- 
ies the  most  direct  access  to  the  ocean  at  Portland, 
Boston  and  New  York,  passing  through  a  most 
populous  and  fertile  part  of  Eastern  Canada.  To 
Montreal,  until  the  completion  of  the  western  sec- 
tion of  the  trunk  line,  the  produce  of  the  countries 
surrounding  the  great  lakes  is  brought  through  the 
most  magnificent  inland  navigation  in  the  world, 
and  the  opening  of  the  line  to  Portland  at  once  se- 
cures the  supply  of  the  markets  of  Maine,  New 
Brunswick  and  Nova  Scotia  with  breadstuffs,  re- 
ceiving in  return  via  Portland,  British  and  Amer- 
ican manufactured  goods,  West  Indian  produce, 
&c.  The  lines  from  Montreal  to  Portland,  and 
from  Richmond  to  Quebec,  already  known  as  the 
St.  Lawrence  and  Atlantic  and  Quebec  and  Rich- 
mond Railroads,  will  be  in  full  and  continuous  op- 
eration in  the  coarse  of  the  present  summer,  com- 
prehending 390  miles  of  railway  for  which  the  cap- 
ital has  been  entirely  provided,  with  a  very  small 
exception.  The  receipts  on  72  miles,  in  Canada, 
from  the  mere  local  business,  for  the  first  twelve 
months  from  their  opening,  at  20th  October,  1861, 
were  34,000/.  On  91  miles  of  the  line  from  Port- 
land, now  under  lease,  were,  for  the  same  period, 
38,000/.  Assuming  the  same  rate  per  mile  on  the 
entire  distance  of  390  miles,  agross  income  of  172- 
300/  will  be  at  once  obtained  from  local  business ; 
while  the  total  traffic,  if  estimated  by  the  receipts 
per  mile  of  the  Ogdensburg  road,  25/  per  mile  per 
week,  the  latest  American  railroad  offering  any 
parallel,  will  amount  to  a  sum  of  507,000/,  inde- 
pendent of  the  great  future  developement  of  the 
country  opened  up  by  the  line.  It  may  be  assum- 
ed that  the  revenue  of  the  Company,  from  the  sec- 
tions to  be  completed  in  1853,  will  not  fall  short, 
at  once,  of  304,200/  per  annum,  net,  allowing  40 
per  cent  for  working  expenses,  and  deducting  60,- 
000/  for  lease  of  Portland  line,  would  leave  nearly 
eqiuil  to  the  charge  for  the  entire  mortgage  debt  of  the 
Company,  and  thus  from  actual  present  earnings  se- 
curing to  the  bondholders  their  interest,  on  all  the 
capital  intended  to  be  raised  by  debentures. 

It  is  proposed,  simultaneously  with  the  con- 
struction of  the  railroad  westward,  to  proceed  with 


the  bridge  over  the  St.  Lawrence,  at  Montreal.— 
A  work  of  this  stupendous  character,  required  to 
span  a  navigable  river  of  two  miles  in  width,  can 
only  be  undertaken  by  a  large  combined  capital, 
and  is  justlfyed  by  its  paramount  importance.— 
The  site  selected  is  at  the  sole  point  on  the  river 
St.  Lawrence,  from  the  great  lakes  to  its  mouth, 
where  a  bridge  can  be  placed  without  interfering 
with  the  navigation.  And  also  at  that  point  no 
less  than  1,596  miles  of  continuous  railway,  now 
in  operation,  with  a  very  insignificant  exception 
from  New  York,  Boston,  Portland  and  Quebec 
arrive  on  the  south  shore  of  the  river  opposite  to 
Montreal,  a  city  containing  60,000  inhabitants.— 
On  the  northern  shore,  the  railways  either  in  pro- 
gress or  completed,  including  the  western  section 
of  the  Grand  Trunk,  number  already  967  miles, 
exclusive  of  projected  lines.  The  completion  of 
this  link  is  essential  to  the  satisfactory  and  eco- 
nomical working  of  the  Grand  Trunk  Railway,  and 
it  has  therefore  been  incorporated  with  the  entire 
line.  It  will  be  constructed  according  to  the  plans 
and  under  the  superintendence  of  Robert  Stephen- 
son, Esq,,  C.  E.,  (who  is  about  to  visit  Canada  for 
this  purpose,)  and  Alexander  McKenzie  Ross,  Esq. 
C.  E. ;  and  the  structure  will  be  of  that  substan- 
tial character,  which  a  work  of  such  magnitude 
quires. 

For  the  bridge  an  ample  allowance  of  capital  is 
made,  and  the  work  has  been  provisionally  con 
tracted  for  with  Messrs.  Peto,  Brassey,  Betts  and 
Jackson,  on  the  estimate  framed  by  Messrs.  Ste 
phenson  and  Ross.  The  Act,  authorising  the  con- 
struction of  this  bridge  by  the  Grand  Trunk  Rail- 
way Company,  is  now  in  progress  through  the  Can- 
adian Parliament,  under  the  sanction  of  the  Gov- 
ernment. 

The  western  section  of  the  Grand  Trunk  line 
extends  from  Montreal  to  Toronto,  345  miles,  and 
from  thence  to  Sarnia,  172  miles.  Contracts  have 
been  executed,  with  the  approval  of  the  Gov- 
ernment and  Board  of  Railway  Commissioners  in 
Canada,  with  the  emminent  English  contracting 
firm  of  Messrs.  Peto,  Brassey,  Betts,  and  Jackson, 
for  the  construction  of  the  section  to  Toronto, 
345  miles,  from  Quebec  to  Trois  Pistoles,  156 
miles,  and  the  Grand  Junction,  fifty  miles;  and 
with  the  Canadian  contracting  firm  of  Messrs.  C. 
S.  Qzowski  and  Co.,  from  thence  to  Sarnia,  172 
miles. 

The  condition  of  these  contracts  are  for  the  con- 
struction of  a  first  class,  single-track  railway,  with 
the  foundations  of  all  the  large  structures  suffi- 
cient for  a  double  line,  equal  in  permanence  and 
stability  to  any  railway  in  England,  including  sta- 
tions, sidings,  work  shops,  ample  rolling  stock, 
and  every  requisite  essential  to  its  perfect  comple- 
tion, to  the  satisfaction  of  the  Canadian  Govern- 
ment. 

By  means  of  the  arrangements  entered  into 
with  the  contractors,  the  proprietors  of  the  Grand 
Trunk  line  are  assured  that,  for  the  capital  stated 
they  will  secure  the  delivery  of  the  whole  railway 
fully  equipped  and  free  from  any  further  charges 
whatever. 

The  western  section  of  the  Grand  Trunk  com- 
mences at  Montreal,  and  proceeds  westward  thro' 
the  towns  and  villages  of  Lachine  St.  Clair,  St. 
Anne,  Longuiel,  Lancaster,  Charlottenburg,  Corn- 
wall, Osnabruck,  Williamsburg,  Matilda,  Edwards- 
burg,  Augusta,  Elizabeth  Town,  Yonge,  Lands- 
downe,  Leeds,  Pittsburg,  to  Kingston,  at  the  out 
let  of  lake  Ontario,  and  the  principsd  naval  and 
military  station  in  Canada  West.  From  thence 
continuing  along  the  north  shore  of  lake  Outario 
it  passes  through  Ernest  Town,  Napanee,  Shanon- 
ville,  Belleville,  Port  Trent,  Brighton,  Colbome, 
Grafton,  Cobourg,  Port  Hope,  Bond  Head,  Bow- 
manville,  Whitby,  Pickering,  Scarboro'  to  the  city 
of  Toronto,  which  city  contains  36,000  inhabit- 
ants. 

At  Toronto  it  meets  the  Great  Western  railway 
leading  through  Hamilton  and  the  southern  part 
of  the  western  Peninsula  of  Canada  to  Detroit ;  a 
connection  of  which  the  value  may  be  judged  from 
the  favorable  position  in  which  the  Great  Western 
railway  of  Canada  now  stands  in  London.    This 
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line  itself  forms  a  continuation  of  the  Trunk  line 
although  under  a  diflerent  company,  for  240  miles 
now  approaching  completion.  The  Trunk  road 
also  here  connects  with  the  Northern  railroad  to 
Lakes  Simcoe  and  Huron,  99  miles  to  be  finished 
during  1868. 

This  section  occupies  the  important  position  of 
connecting  the  chief  emporia  of  eastern  and  west- 
em  Canada,  the  cities  of  Montreal  and  Toronto, 
numbering  together  nearly  100,000  inhabitants  be- 
sides passing  through  the  towns  already  enumera- 
ted; and  it  also  passes,  throughout  its  entire  length, 
through  the  most  populous  and  cultivated  district 
of  the  province. 

The  section  west  of  Toronto  to  Samia  passes 
through  the  towns  and  villages  of  Weston,  Bromp- 
ton,  Georgetown,  Acton,  Rockwood  to  Guelph, 
Berlin,  Petersburg,  Hamburg  to  Stratford,  where 
it  is  intersected  by  a  proposed  line  to  Goderich,  46 
miles  north  (for  which  £125,000  has  been  already 
raised  by  municipal  subscription,)  thence  through 
or  near  Downie,  FuUarton,  Blanchard,  Osborne, 
Biddulph,  Bosanquet,  Warwick  and  Plympton,  to 
the  outlet  of  Lake  Huron  and  the  western  extre- 
mity of  the  province  at  Port  Samia ;  the  whole 
course  of  the  line  being  through  the  finest  section 
of  western  Canada,  a  district  already  well  peopled 
and  most  rapidly  advancing  in  population  and 
wealth. 

It  will  be  seen,  therefore,  that  the  western  sec- 
tion of  the  Grand  Trunk  line,  in  its  connections, 
embraces  the  whole  of  Canada  West,  a  district  of 
32,000,000  of  acres,  with  a  population  doubling  it- 
self every  ten  years,  and  which,  with  a  limited  ex- 
ception, must  find  in  the  Grand  Trunk  railway 
their  speediest,  most  direct,  and  cheapest  inter- 
course ;  having  neither  local  railroads  nor  canals 
to  compete  with. 

Independent  of  the  local  traffic  peculiar  to  this 
section,  both  in  passengers  and  goods,  through 
traffic  of  more  than  ordinary  extent,  consequent 
on  its  geographical  position,  may  be  safely  calcu- 
lated upon. 

Not  the  least  important  branch  of  traffic  will 
arise  from  the  ocean  steamers  communicating  with 
England,  making  Portland,  and  hereafter  Halifax, 
the  port  of  embarkation,  as  the  nearest  and  most 
accessible  on  the  continent  of  America. 

A  further  and  more  important  consideration  in 
connexion  with  Portland,  St.  John's  and  Halifax, 
is  that  the  navigation  is  never  closed  by  ice,  pro- 
duce may,  on  the  completion  of  the  Grand  Trunk 
railway,  be  shipped  there  when  otherwise  there 
would  be  no  ready  means  of  forwarding  it  to  Eu- 
rope. 

Thus,  with  the  exception  of  that  portion  of  Nova 
Scotia  to  the  port  of  Halifax  (about  150  miles) 
the  entire  length  of  1,400  miles,  both  by  the  south- 
em  route  through  the  State  of  Maine,  and  by  the 
northern  route  by  Trois  Pistoles,  is  for  a  great 
part  in  course  of  constraction,  and  the  remainder 
will  shortly  be  commenced  hnder  highly  favora- 
ble auspices,  the  immediate  prosecution  of  that 
portion  through  Nova  Scotia  being  now  under 
the  consideration  of  the  Government  of  that  prov- 
ince, whose  future  interests  are  so  largely  com- 
promised in  the  speedy  and  perfect  completion  of 
the  project,  as  to  ensure  their  best  and  strenuous 
efibrts  for  its  early  accomplishment. 

The  following  gentlemen  are  connected  with  the 
scheme  as  Directors,  or  otherwise : 

Directors  in  London — Thomas  Baring,  Esq.,  M. 
P.,  and  George  Carr  Qlyn,  Esq.,  M.  P.,  Agents  of 
the  province  of  Canada,  and  Directors  of  the  Co., 
on  behalf  of  the  Canadian  Govemment;  Henry 
WoUaston  Blake,  Esq.;  Robert  M'Calmont,  Esq.; 
Eirkman  Daniel  Hodgson,  Esq.;  Alderman  W. 
Thompson,  M.  P. 

Directors  in  Canada  —  The  Hon.  John  Ross, 
Member  of  the  Legislative  Council,  Solicitor  Gen- 
eral for  Upper  Canada,  President ;  the  Hon.  Fran- 
cis Hincks,  M.  P.,  Inspector  General;  the  Hon  E. 
P.  Tache,  M.  L.  C,  Receiver  General ;  the  Hon. 
James  Morris,  M.  L.  C,  Postmaster  General ;  the 
Hon.  Malcolm  Cameron,  M.  P.,  President  of  the 
Sxecutive  Cooncil ;  the  Hon.  B.  £.  Caron,  Speaker 


of  the  Legislative  Council ;  the  Hon.  Peter  McGill 
M.  L.  C,  President  of  the  Bank  of  Montreal ;  Geo 
Crawford,  Esq.,  M.  P.,  Brockville ;  Benjamin 
Holmes,  Esq.,  Vice  President  of  the  Atlantic  and 
St.  Lawrence  Railway  Company ;  W.  H.  Ponton, 
Esq.,  Mayor  of  Belleville ;  W.  Rhodes,  Esq.,  Que- 
bec ;  E.  F.  Whittemore,  Esq.,  Toronto. 

Bankers  in  I^nidon — Messrs.  Glyn,  Mills  &  Co., 
and  Messrs  Baring  Brothers  &  Co. 

Engineer  in  Chief — Alexander  McKenzie  Ross, 
Esq. 

Assistant  Engineer — Samuel  Keefer,  Esq. 

Secretary  in  Canada — C.  P.  Rodney,  Esq. 

Solicitors  in  England — Messrs  Swift  and  Wag- 
stafi",  30  Great  George  street,  Westminster. 

Solicitors  in  Canada — G.  E.  Cartier,  Es<i.,  M. 
P.,  Montreal;  John  Bell,  Esq.,  Belleville. 

Splendid  Paas«ng«r  Cars* 

The  Michigan  Central  railroad  Company  have 
just  put  on  their  road  twenty-two  first-rate  pas- 
senger cars,  which  have  been  built  in  their  own 
workshops,  and  under  the  superintendance  of  ex 
perienced  builders.  Each  of  these  are  60  feet  long 
and  constructed  not  only  with  reference  to  their 
elegant  appearance,  but  with  a  due  regard  for 
strength,  durability  and  convenience  of  passengers. 
Each  car  is  intended  to  hold  seventy-two  passen- 
gers, and  the  seats  in  each  are  the  same  width  as 
those  in  the  cars  of  the  New  York  and  Erij  rail- 
road, which  is  a  six  feet  track ;  the  passage  way 
running  between  the  rows  of  seats  is  a  little  nar- 
rower, and  is  the  only  difference.  Each  seat  will 
conveniently  hold  two  persons  of  the  largest  size, 
without  crowding,  and  a  moderately  sized  couple 
can  allow  a  little  child  of  five  or  six  years  of  age 
to  sit  between  them  ;  or  two  ladies  in  the  most 
fa.«hionable  dresses  might  occupy  the  same  seat 
without  fear  of  disarranging  the  folds  in  each  oth 
er's  skirts.  These  cars  are  supported  on  trucks  of 
the  most  approved  construction  for  ease,  the  man- 
ner in  which  they  are  placed  on  them  giving  the 
body  the  same  easy  motion  that  the  traveller  per- 
ceives in  one  of  Putnam's  thousand  dollar  carriages. 
The  trucks  run  on  six  wheels  each  of  the  best 
manufacture.  All  these  cars  are  provided  with 
foimtains  to  supply  passengers  with  iced  water. — 
Detroit  Advertiser. 


Tblrd  Annual  Report  of  tKe   Montphla  and 
Charleston  Railroad. 

The  third  annual  report  of  the  directors  of  the 
Memphis  and  Charleston  railroad  company,  was 
submitted  to  the  stockholders  on  the  4th  inat.,  at 
their  meeting  at  Huntsville,  Ala. 

The  line  of  the  road  extends  from  Memphis  to 
its  junction  with  the  Nashville  and  Chattanooga 
road,  in  the  valley  of  Crow  Creek,  in  north-eastern 
Alabama,  a  distance  of  273)^  miles,  exclusive  of  a 
branch  of  two  miles,  from  the  town  of  Tuscumbia 
to  Tuscumbia  Lauding;  and  another  from  Moscow 
to  Sommerville,  13  miles  long, — making  an  aggre- 
gate of  288i  miles. 

The  main  trunk  comprises  t  wo  divisions  called 
the  eastern  and  western;  the  former  extending 
from  Crow  Creek  to  the  eastern  boundary  of  Ala- 
bama, 160  miles,  and  the  latter  from  said  bounda- 
ry to  Memphis,  123>^  miles. 

Of  the  former,  the  distance  between  Tuscumbia 
and  Decatur,  45  miles  long,  occupying  the  line  of 
the  old  TuscuvUtia  and  Decatur  railroad  \s  nearly 
completed,  35  miles  being  in  actual  operation. 
The  remainder  will  soon  be  finished.  From  Crow 
Creek  to  Decatur,  82  miles,  and  from  Tuscumbia 
west,  16  miles,  in  all  97  miles,  the  line  is  under 
contract. 

The  following  statement  shows  the  expenditure 
already  incurred  upon  the  eastern  division,  to- 
gether with  the  amount  estimated  as  necessary  to 
complete  it : 


Amount  expended  between  Tuscum- 
bia and  Decatur. .  i $116,684  62 

Do.  do.  for  rails,  cba&rs,  spikes,  etc., 

between  Tuscumbia  and  Decatur..  224,964  64 

Do.  do.  for  equipmenjt 34,504  94 

Do.  do.  for  engineering 29,993  90 

Miscellaneous i .  . .  ^ 37 ,059  34 


Total  axaoMDiexwendcdoa  eastern 
division .]. $i43,020  04 

The  total  estimated  cost  of  this  difision  is  as 
follows:  I      |i 

Amount  expended  hie-     ] 

tween      Tuscumbia 

Landing  and 

tur L.$|97,491  62 

Amo.  required  to  cob 

plete  and  equip  tpe 

same .     70,00(>  00 

Amo.  required  for  pur- 
chase of'Tenn.vil- 

ley  raih-oad" I.     76,000  00 


Amo.  required  to  complete  grading 

and  ma.sonry. 
Do.         do.  ^0.  bridges  and 

trestles 

Do.         do.  flo.  1074  miles 

superstructure  at  $9000  p.  mile. 
Do.         do.  ^0.  engineering 

and  contingencies^ 
Do.         do. 

cars,  ware-houses, 

etc 

Add  amount  paid  f(^  grading  and 

masonry 


io.  ;     engines, 
right  of  way, 


Average  cost  per  mi 
structed , 


1442,491  52 


574,446  43 


j  112,100  00 

967,600  00 
> 
I  82,702  OU 


j  216,000  00 
116,634  62 


Whole  cost  of  extern  division .  $^509,774  67 

c  of  road  con- 

A       14,588 
upon  this 
division,  the  engineer  in  his  report  says  : 

The  grading  and  ^lasonry  from  Crow  Creek  to 
Decatur  are  to  be  completed  by  the  end  of  the  pre- 
sent year ;  the  supefctructure  around  the  Muscle 
Shoals  will  be  finished  by  the  1st  day  of  June  next. 
The  contractors  for  leading  and  masonry  west  of 
Tuscumbia  were  allo»-ed  until  May  81,  1854,  for 
the  completion  of  their  works ;  as  yet  they  have 
barely  made  a  coUmiencement ;  they  have  not 
been  urged  to  a  strotigerdemonstration  on  account 
of  the  intermediate  Condition  of  our  western  con- 
nection ;  as  that  shftll  assume  a  more  definite  as- 
pect, it  will  be  easy  to  press  that  work  to  comple- 
tion within  the  contt'act  time. 

The  masonry  of  Tennessee  river  bridge  will 
probably  be  ready  Oo  receive  the  superstructure 
this  year,  and  early  |n  the  spring  of  1864  the  whole 
structure  can  be  rai^.  No  impediment  will  then 
lie  in  the  way  of  coiistructing  the  track  from  Crow 
Creek  to  Decatur.  With  this  prospect  in  view,  no 
time  should  be  lost  in  providing  for  the  iron  and 
timbers.  If  the  Natehville  and  Chattanooga  rail- 
road should  be  completed  in  season,  a  portion  of 
the  iron  could  be  received  through  that  channel 
from  the  Atlantic,  akid  forwarding  the  remainder 
by  Tuscumbia  Landing.  The  superstructure  could 
advance  in  both  directions.  This  arrangement  af- 
fords a  reasonable  etxpectation  of  completing  the 
eastern  division  in  tfce  whole  of  the  year  1854. 
I  , 

WESf'ERN  DIVISION.         | 

This  division  comprizes,  as  before  stated,  that 
portion  of  the  road  which  lies  in  Tennessee  and 
Mississippi,  is  1233a  miles  in  length  on  the  main 
trunk,  with  a  branoi  of  13  miles  from  Moscow  to 
Sommerville;  933^ ;  miles  of  the  mala  tmnl:  will 
be  in  Tennessee  siiki  thirty  miles  in  Mississippi. 

The  contracts  made  on  this  diyision  embrace  the 
Grading,  Trestle-work  and  Superstructure,  Depotw 
Ac,  for  50  miles,  extending  from  Memphis  to  a 
point  one  mile  east  of  LaGrange.  The  grading  is 
nearly  all  completed,  and  the  track  k  laid  forty - 
one  miles  ;  two  milds  east  of  Moscow  and  8  nulee 
fh>m  LaGrange. 
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The  expenditures  on  the  Western  Division  have 
been — 


For  grading  and  drains 

"  Iron  rails,  spikes,  chairs,  switches, 
frogs,  &.C.,  (including freight). . . 

'•  Cross  ties 

"  Laying  track  and  Trestlework .... 
"  Depot  buildings,  wells,  tanks,  &c. . 

"  Cars,  Engines,  &c 

"  Engineering 


S59,060  16 

198,926  66 
18,867  64 
30,636  66 
24,944  49 
61,720  80 
16,758  58 


Amount  disbursed $400,893  78 

To  complete  existing  contracts,  there  will  be  re- 
quired—  •» 
For  State's  Interest  in   old   LaOrange 

&  Memphis  railroad S15,000 

"  Grading  and  drains 6,641  32 

"  Iron  Rails 42,781  90 

•'  Cross  ties 6,828 

"  Laying  Track  and  Trestle-work. . .       6,500 
"  Equipment  and  Depot  Buildings. .      30,866  68 
"  Engineering,  right  of  way,  and  con- 
tingencies         1 ,064  67 


Whole  cost  of  constructing  and  equip- 
ping 60  miles S60S,066  26 

Average  cost  per  mile   of  road  con- 
structed    S8,161  30 

The  Grading,  Trestle  work  and  Cross  ties  of  the 
Sommerville  Branch  will  cost,  by  agreement,  no 
more  per  mile  than  the  same  portions  of  construc- 
tion on  the  main  trunk. 

Estimated  Cost  of  the  Sommerville  Braiich : 
Grading,  drains,  Trestles  and  Cross  ties  $26,393  56 
Iron  Rails,  spikes,  chairs  and  laying 

track 110,600 

Equipment,  Warehouses,  &c, 20,000 

Engineering.. 1,000 


I  '  $157,893  66 

The  whole  cost  of  the  Western  Division  is  esti- 
mated as  follows :  i 
Boad  completed  and  equipped  from    '    ! 

Memphis  oU  miles  east $508,065  26 

Grading  and  Masonry  on  to  E.  bound- 
ary of  Mississippi 423,000 

Bridging  and  Trestles 30,800 

Superstructure,   73j.^  miles,  a  $9,000 

per  mile 661,500 

Engines,  cars,  warehouses,  shops,  right 
of  way,  wells,   &c.,  a  $2,000  per 

mile 147,000 

Sommerville  Branch,  completed  and 

equipped 167,893  66 

Engineering  and  contingencies 56,740 


Amounting  to $1,983,998  80 

Average  cost  per  mile  of  road  con- 
struction       $12,634  80 

The  total  cost  of  the  road  will  therefore  be  as 
follows :  I  I 

Cost  of  Eastcrii  Division  with  branch, 

152  miles 2,609,774  67 

Cost  of  Western  Division  with  branch, 

136>^  miles 1,983,998  80 


Total.... 4,493,773  37 

Average  cost  per  mile 1 3,676 

The  above  exceeds  the  first  estimate  made  by 

Mr.  Garnett,  by  the  sum  of  $993,773  00 ;  which  is 

made  up  of  the  following  items : 

Cost  of  Branches  not  estimated  by  Mr, 

Garnett $176,000 

Increased  cost  of  Superstructure,  conse- 
quent upon  the  increased  price  of  iron.   568,500 

Increase  from  enhanced  rates  of  labor. . .   250,273 


$993,773 
The  capital  stock  subscribed  is  $2,616,425.— A 
large  portion  of  this  sum  is  made  up  of  corporate 
subscriptions,  and  nearly  tho  whole  line  may  be 
considered  available  at  its  par  value.  Added  to 
the  resources  of  the  Western  Division  will  be  the 


State  loan,  equal  to  $8,000  per  mile  upon  93>$ 
miles  of  road,  or  an  aggregate  sum  of  $750,000 ; 
increasing  the  present  available  means  of  the  Com- 
pany to  $3,266,425.  /. 

The  "Mississippi  Controversy,"  as  it  is  termed, 
occupies  considerable  prominence  in  the  report. — 
The  line  of  the  road  only  runs  through  a  portion 
of  the  state  of  Mississippi ;  and  the  authority  for 
this  purpose  is  coupled  with  a  condition  requiring 
the  Company  to  construct  their  line  by  way  of 
Holly  Springs.  To  do  so  would,  it  is  claimed,  in- 
volve the  construction  of  10  miles  of  additional 
road,  and  at  an  increased  expense  of  $648,681  over 
the  more  direct  route.  These  are  considered  as 
insuperable  objections  to  the  adoption  of  the  Holly 
Springs  route,  and,  it  is  claimed,  should  absolve 
the  Memphis  and  Charleston  railroad  company 
from  the  obligation  of  adopting  it.  They  have 
been  able,  however,  to  obtain  no  modification  of 
their  chartered  rights  in  Mississippi,  and  they  in- 
timate that,  in  case  no  relief  can  be  bad,  they  will 
construct  the  necessary  link  through  IVIississippi 
under  the  authority  given  to  the  Mobile  and  Ohio 
road,  to  construct  a  road  upon  the  convenient  line 
for  the  Memphis  and  Charleston.  While  Holly 
Sprines  route  is  a  more  expensive  one,  it  would  at 
the  same  time,  probably,  supply  a  larger  amount 
of  traffic  than  any  other ;  and  parties  interested  in 
its  construction  offer  a  subscription  to  the  stock  of 
the  company  of  $600,000,  in  case  of  its  adoption. 
The  controversy  is  mainly  local  in  its  character, 
and  is  referred  to  in  the  report,  principally  for  the 
purpose  of  explaining  why  an  important  portion  of 
the  line  has  not  been  placed  under  contract.  As 
Holly  Springs  is  soon  to  be  supplied  with  railroad 
accommodations  by  means  of  the  Mississippi  Cen- 
tred Railroad,  the  controversy  referrsd  to  will,  we 
presume,  be  adjusted,  so  as  to  allow  the  Memphis 
and  Charleston  road  to  proceed  in  the  construc- 
tion of  that  portion  of  their  line  lying  within  the 
SUte. 

In  reference  to  the  proposed  extension  of  the 
road,  east  from  Crow  Creek  to  Chattanooga  by  an 
independent  line,  the  Engineer,  in  bis  report, 
says : — 

"At  this  juncture,  when  your  resources  are  so 
heavily  taxed  for  the  consummation  of  your  great 
project,  according  to  its  original  design,  perhaps 
your  Board  will  not  consider  it  seasonable  to  con- 
sider a  proposition  which  will  demand  a  large  ac- 
cession to  your  capital  stock ;  and  yet  it  is  not 
deemed  inexpedient  to  bring  to  your  notice  the 
question  of  your  eastern  terminus,  and  to  glance 
at  the  reasons  which  seem  to  favor  an  eastward 
extension  and  a  termination  at  Chattanooga. 

The  route  will  penetrate  a  rich  coal  region,  af- 
fording constant  occupation  for  your  trains  in  sea- 
sons otherwise  dull,  resulting,  probably,  in  the  de- 
velopment of  large  manufacturing  interests  along 
the  line,  which  would,  in  turn,  react  most  favora- 
bly upon  the  Road.  You  would  intersect  the  fer- 
tile valleys  of  Battle  Creek  and  Sequatchee,  taking 
amonopoly  of  their  valuable  trade,  the  importance  of 
which  would  be  second  to  none  on  the  whole 
route. 

These  considerations  leave  nothing  to  desire  on 
the  score  of  local  profits,  but  more  comprehensive 
benefits  would  tlow  A*om  the  proposed  extension. 
Chattanooga  is  the  point  at  which  transhipments 
of  iVeight  and  passengers  will  be  made  from  train 
to  train  ;  and  it  is  not  politic  to  confide  to  an  inter- 
vening and  perhaps  a  rival  party  the  great  inter- 
ests that  must  arise  at  the  point  of  exchange,  when 
the  construction  of  45  miles  of  self-sustaining  rail- 
road would  place  you  on  the  ground  where  those 
interests  may  be  directly  controlled  to  your  best 
advantage.      A  junction  at  Crow  Creek  with  th« 


Nashville  and  Chattanooga  railroad  will  require  a 
second  transhipment  or  an  interchange  of  trains; 
the  one  too  expensive  an  operation  to  be  frequent- 
ly repeated,  injurious  to  packages  and  inconveni- 
ent to  travellers  ;  the  other,  a  fruitful  source  of  em- 
barrassment, involving  vexatioui  questions  of  car- 
rent,  and  the  equitable  adjustment  of  cl.iims  for 
loss,  damage  and  detention,  from  which  you  can 
only  be  relieved  by  transacting  your  business  on 
your  own  road  and  in  your  own  trains.  Tarifl*8  of 
charges  and  schedules  of  time,  suitable  to  the  in- 
tervening company,  might  result  to  you  in  great 
injury,  inconvenience  and  loss. 

It  is  hoped  that  the  great  advantage  promised 
by  this  modification  of  your  first  plan,  will  warrant 
the  Board  in  taking  such  initial  steps  as  will  as- 
certain the  cost  of  the  extension,  and  the  means 
which  can  be  collected  for  so  desirable  an  object. 

Resting  upon  Memphis,  the  commercial  heart  of 
the  Mississippi  valley,  it  will  perfect  the  symmetrj 
of  your  enterprise  to  embrace  Chattanooga,  the 
entre-pot  of  the  South-Atlantic ;  whence,  its  mighty 
trafilc  having  climbed  from  the  Ocean,  is  first  fair- 
ly launched  upon  its  western  destination." 

The  completion  of  this  great  work  may  be  con- 
fidently looked  for,  in  all,  in  1864.  One-third  of 
the  entire  line,  making  96  miles,  will  be  in  opera- 
tion in  a  few  weeks,  and  will  at  once  engage  in  a 
lucrative  business,  and  will  yield  a  revenue  more 
than  sufficient  to  defray  all  the  liabilities  of  the 
Company,  and  such  as  may  be  necessary  to  incur 
to  complete  the  entire  road.  The  Company  are 
in  possession  of  ample  means  to  push  forward  the 
work  upon  the  whole  line  with  vigor. 

The  Memphis  and  Charleston  road  is  one  of  the 
most  important  projects  in  the  United  States.  It 
will  form  a  point  of  one  of  the  shortest  lines  of  road 
between  the  Atlantic  and  the  Mississippi.  At  Chat- 
tanooga outlets  will  be  opened,  both  to  Southern 
Atlantic  cities  by  the  Western  and  Atlantic  road, 
and  in  a  northerly  direction  by  the  roads  traversing; 
East  Tennessee.  It  traverses,  for  nearly  its  entire 
extent,  the  valley  of  the  Tennessee  River,  which 
is  not  only  one  of  the  largest  settled  and  richest 
portions  of  the  Southern  States,  but  celebrated 
throughout  the  country  for  the  excellence  of  its 
soil  and  climate.  It  runs  exactly  in  the  direction 
to  accommodate  the  business  of  the  section  tra- 
versed, and  we  see  no  reason  to  doubt  the  great 
productiveness  of  its  stock,  in  addition  to  the  vast 
benefits  it  must  be  the  means  of  conferring  upon 
the  whole  country  within  its  influence. 

ClBelnnatl  Hamllt«it  and  Daytom  Railroad. 

The  annual  meeting  of  the  Stockholders  of  the 
Cincinnati  Hamilton  and  Dayton  Railway  washeld 
in  Cincinnati,  on  Monday.  The  annual  report 
was  presented.  The  following  is  the  statement  of 
earnings:  •    •  ' 

From  passengers $191,700  93 

From  freight 122,377  26 

From  maU  and  Express 7,714  99 

Total  eammgs $321,793  17 

Running  expenses,  including  interest, 

taxes,  &c $187,064  00 

Surplus  fund 41.000  00 

The  earnings  for  the  month  of  April  were  as  fol- 
lows, showing  an  increase  of  over  76  per  cent,  as 
compared  with  last  year : 

1863.  1862. 

Passengers $20,661  92      $14,314  72 

Freights 14,39188  4,864  26 

Mail  and  Express 1,008  03  301  30 

Total $36,051  83     $20,481  28 

The  old  Board  of  Directors  were  unanimously 
re-elected. 
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The  last  great  accident  (and  it  is  Hot  the  first 
one  of  the  kind)  wa^  that  of  the  drjrtv  bridge  at 
Norwalk.     We  havd  looked  to  the  dai^  papers  for 
some  hopeful  snggettion  of  a  remedy  for  this  dan- 
ger, but,  among  the^  all,  we  have  not  noticed  tbe 
(Mily  two  which  have  occurred  to  us,  as  being  ef- 
fectual and  just,     ^ine-tenths  of  the'  drawbridges 
on  the  roads   along  the  Sound  and   the   Hudsoa 
should  be  abolishedi  and  they  will  be  abolished  as 
fast  as  the  progress  of  scientific  locomotion  forces 
itself  into  legislation.      The  idea,  that  millions  of 
Htcs  are  to  be  perilliDd  for  the  sake  o<  a  saw  mill, 
when  the  business  offthat  mill  maybeaswelldoncon 
rails,  is  too  absurd  io  be  entertained  by  any  bnt 
a  fogy  advocate  of  vested  rights,  who  is  past  be- 
ing reasoned  with,— 4and  such  cannot  oontinue  "by 
reason  of  time."  In  ithe  few  cases  wher^  the  amount 
of  business   done    peyond   the  bridje    warrants 
its    continuance,  there  the    movem^t  requiring 
half     an    hour    mist    wait  for   the   movement 
requiring  half  a  minute— the  boat  mbst  wait  for 
the  train — the   snail   for  the  eagle.      If  any  one 
doubts  our  view  of  this  matter,  we  advise  him  to 
read  the  opinion  of  fudge  Stones  and  Judge  Taney 
in  the  case  of  Charlts  River  Bridge.   ; 

Next  come  the  accidents  incident  tojthe  entering 
of  trains  into  large  towns.  This  Bi^bjcct  is  too 
large  for  a  paragrap  h.  We  have  miicli  yet  to  leam 
on  this  topic  from  1  jreign  experience^  and  much 
from  the  suggestion;  I  ofjngenious  meni  among  our- 
selves. Onr  city  authorities  have  (ippointed  » 
■landing  committee  for  inquiry  and  suggestion  as 
to  the  best  plans.  j 

We  come  now  to  ;he  long  chapter  i>f  accidents 
arising  from  the  caielessness  of  passengers  them- 
selves, j 

The  statistics  of  i  y ury  to  passcngetl;  show  that 
four-fifths  of  the  whole  arise  from  pasaengcrs  being 
where  they  ought  not  to  be,  and  doini:  what  they 
ought  not  to  do.      jhe  travelling  public  have  not 
become  schooled  tojthe  tlanger  of  every  deviation 
from  the  laws  of  thi  train.      Standing   about  the 
train,  walking  on  tne  tracks,  passing  in  and  out 
while  the  train  is  in! motion,  stauding  on  the  plat- 
forms, and  riding  in  the  baggage   car»,  have  cost 
great  numbers  of  liyes,  while  a  seated  passenger  is 
rarely  injured.     All  that  can  be  done  to  keep  pas- 
sengers from  expositig  themselves  to  danger,  must 
be  done  by  the  offii^als  6f  every  railroad  compa- 
ny ;  for  few  persons  jtravel  so  much  afi  to  be  safe 
without  regulations!     On  a  road  that  never  lost 
the  life  of  a  passenger,  we  have  known  two  gen- 
tlemen, oflScially  related  to  the  Compcmy,  injured 
on  the  same  day.     The  one  by  getting  on,  and  the 
other  by  getting  off  the  trains  while  in  motion. — 
The  station  house  Should  stand   across  the  road, 
with  a  platform  on  each  side,  and  none  should  get 
in  or  out  across  the  track  where  another  train 
may  come  suddenly  upon  them.      This  very  day 
we  have  witnessed  ^  narrow  escape  of  passengers 
standing  on  the  vactot  track.  j 

But,  when  science  and  contrivanoe  have  done 
their  utmost  to  dii&inish  the  hazard  of  railroad 
movement,  there  ♦fill  always  remain  a  certain 
measure  of  danger,  arising  from  the  inexperience 
or  carelessness  of  tl^ose  entrusted  witfc  the  several 
parts  of  the  movement.  And  the  aoeidents  from 
this  source  areof  thfc  second  class, 

Ic  dimiuishing  these  accident£,  tbe  remedy  or 
preventatire  most  be  applied  to  the  vun,  the  toI- 
ontary  ageote  and  instnuneots,  who  are  to  be  oo. 
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tn  every  operation  to  adapt  matter  to  the 
wants  and  wishes  of  man,  natur  e  provides  the  raw 
materials  and  the  powers  we  use.  A  better  know- 
ledge of  these  materials  diminishes  our  labor,  and 
a  better  choice  of  these  powers  renders  our  work 
more  effective.  For  this  better  knowledge  and 
choice  we  are  indebted  to  ingenious  men  who  dis- 
cover the  elements  and  movements  of  nature,  and 
adapt  them  to  the  arts  of  civilized  life.  This  pro- 
gress of  effective  labor  is  marked  by  striking 
changes  in  the  choice  of  powers.  A  great  change 
for  the  better  was  made  when  the  force  of  the  lo- 
comotive on  the  boat  and  on  the  road,  took  the 
place  of  the  force  of  the  winds  and  brute  ani- 
mals. 

This  was  a  change  for  the  better  as  to  economy 
bid  especially  as  to  the  safety  of  property  and  life  and 
m/rre  especially  on  the  road  than  on  the  boat. 

Immediately  after  two  horrible  railroad  acci- 
dents may  seem  a  singular  time  for  invoking  pub- 
lic attention  to  the  increase  of  safety  for  life  and 
property  by  changing  from  horse-power,  wind- 
power  and  steamboats  to  the  rapid  power  of  the  l-o- 
comotive  on  iron  rails.  But,  we  are  led  by  these 
very  accidents,  to  take  up  this  subject  at  the  pre- 
sent crisis ;  not  because  we  are  fond  of  dealing 
with  a  case  of  seeming  difficulty,  bnt  because  the 
public  mind  is  now  deeply  moved,  and  maybe  dis- 
posed to  go  along  with  us  into  a  thorough  exami- 
nation of  the  causes  of  railroad  accidents,  and  to 
demand  available  remedies. 

The  use  of  the  locomotive  on  the  iron  rail 
favors  the  safety  of  property  and  life  because  the 
elements  employed  are  subject  to  the  entire  con- 
trol of  scientific  ahd  skilful  men.  The  winds,  the 
waves  and  brute  animals  cannot  be  brought  under 
the  complete  control  of  the  most  accomplished 
masters ;  but,  there  is  no  possible  accident  on  the 
railroad,  against  which  effectual  provision  cannot 
be  made  by  competent  aud  faithful  men.  The  na- 
tural agents  and  materials  which  they  use  can  be 
exactly  measured  as  to  their  strength  and  force  ; 
they  conform  always  to  fixed  laws  and  those  laws 
can  be  perfectly  known.  The  ship  which  is  wreck- 
ed by  a  storm  teaches  no  other  shipmaster  how  to 
defy  future  storms ;  but  every  accident  by  a  train 
suggests  the  way  to  avoid  a  similar  accident  in  fu- 
ture. The  broken  axle  which  caused  the  death  of 
the  only  child  of  President  Pierce, showed  a  weak- 
ness manifestly  caused  by  cutting  away  the  sur- 
face of  the  axle  to  make  a  groove  for  a  washer, 
and  suggested  to  the  iron  master  that  no  such  cut- 
ting should  be  made  in  future  axles. 

To  attain  the  highest  result  of  railroad  move- 
ment, there  need  not  be  a  strained  use  of  any  part 
of  the  road  nor  the  rolling  stock.  If  the  road  is 
properly  made  and  faithfully  kept ;  if  the  rolling 
stock  is  built  in  the  best  manner,  and  always 
maintained  in  complete  repair,  the  safety  of  the 
movement  will  be  measured  by  the  competency 
and  fidelity  of  all  and  each  of  the  men  employed 
iu  the  whole  operation.  The  experience  on  sever- 
al of  our  railroads  where  the  highest  speed  is  at- 
tained, shows  that  the  fewest  accidents  have  hap- 
pened to  the  swiftest  trains,  and  these  rare  ac- 
cidents have  rarely  arisen  from  high  speed.  The 
reason  of  this  result  is  found  in  the  superior  pre- 
paration and  care  in  tbe  running  of  express  trains. 
Railroad  accidents  naturally  divide  themselves 
into  two  classes :  those  which  a  more  perfect  ap- 


plication of  science  will  entirely  prevent;  and 
those  which  can  be  prevented  only  by  a  perfect 
competency  and  fidelity  in  the  persons  employed 
abjut  the  movement  of  the  trains. 

First,  let  us  examine  the  former  class ;  the  ac- 
cidents which  science  promises  to  prevent  by  tak- 
ing them  out  of  the  region  of  casualty,  and  sub- 
stituting a  perfect  for  an  imperfect  machinery. 

Scientific  men  who  are  most  familiar  with  rail- 
road matters  regard  the  present  state  of  the  whole 
complex  machine  called  a  railroad,  as  a  state  of 
infancy.  The  locomotive  is  the  part  most  perfect. 
On  this  most  care  and  thought  have  been  bestow- 
ed. No  accident  in  the  locomotive  endangers  the 
life  of  the  passenger.  But  almost  every  part  from 
the  road  bed  to  the  communication  be  tween  the 
two  ends  of  the  train,  is  a  hopeful  subject  for  im- 
provement. Every  improvement  is  one  more  ex- 
posure taken  from  the  side  of  imperfect  machine- 
ry or  human  carelessness  or  ignorance  and  turned 
over  the  safe-keeping  of  science. .,  ■:■■.-.- 

Our  first  view  of  a  mortal  accident  was  near 
Princeton,  on  the  Jersey  road  about  twenty  years 
ago.  It  was  the  breaking  of  an  axle,  and  7  were 
killed.  This  led  to  numerous  plans  for  preventing 
future  calamities  in  nase  of  the  breaking  of  a 
wheel  or  axle,  and  an  effectual  remedy  is  now 
probably  invented.  v  > 

Our  next  accident  was  at  Mamaroneckon  theN. 
Haven  road,  and  was  caused  by  a  wrong  turn  of 
the  switch  on  a  single  track  road.  Here  also  we 
escaped  uiihujl.  But  this  cause  of  accident,  (the 
most  frequent  and  the  worst  to  pro\ide  for)  will 
cease  when  all  roads  have  double  tracks.  The 
switchman  has  the  very  worst  and  most  difiScult 
office  on  the  road — he  is  a  watchman  without  a 
walk,  and  extremely  liable  to  forget  or  slumber. 
In  the  factories  they  have  an  alarm  clock  which 
will  wake  the  whole  town  if  the  watchman  does 
not  move  the  hand  of  it  backward  every  6  min- 
utes. We  have  thought  of  this  clock  for  the  switch- 
men ;  but  the  true  remedy  is  to  dispense  with  the 
switches  as  far  as  possible.  The  switch-man  at 
Mamaroneck  was  puzzled  by  a  third  train  from  the 
Housatonic  road. 

The  next  accident  we  saw,  without  being  in  the 
train,  was  caused  by  the  breaking  of  a  chair  and 
the  consequent  spreading  of  the  rails  on  a  short 
curve.  No  lives  were  lost,  but  the  injury  to  prop- 
erty was  large.  That  curve  in  the  road  might 
have  been  avoided  at  less  cost  than  was  involved 
in  the  injury  to  that  one  train.  But,  moreover, 
the  rails  cut  off,  and  merely  placed  together  on  a 
cast-iron  chair,  is  a  most  clumsy  arrangement ; 
and  calls  for  amendment  more  loudly  than  other 
imperfection  of  the  railroad.  We  have  often  walk- 
ed along  the  track  of  a  railroad  to  see  what  pro- 
portion  of  the  chairs  were  unbroken,  and  cobbled 
up  by  extra  spikes.  More  than  one  in  five  are 
more  or  less  broken  on  every  road  we  have  obser- 
ved. Bui  the  combined  or  Winslow  rail  is  a  rem- 
edy for  this  danger;  and  can  be  so  constructed 
and  put  down  as  to  be  immovable,  at  the  highest 
speed,  on  the  shortest  curve. 

Another  accident  of  great  danger  to  life,  is  the 
collision  on  cross-tracks  and  on  country  roads. — 
This  danger  suggests  the  remedy  which  is  every 
where  applied  in  Europe :  No  such  crossings  should 
be  permitted  without  a  bridge.  SxA  accidents 
will  compel  the  adoption  of  this  rule  in  our  coun- 
try.     ;■     ■.   --•'.-.  ;:■---        ■..  .  -        -.^.- 
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operated  with  the  machinery,  and  with  each  other 
to  execute  the  whole  designs  of  the  movement. — 
A  perfect  railroad  official  is  the  highest  order  of 
machinery — an  intellectual,  voluntary,  yet  subor- 
dinate and  unwavering  machine.  He  governs  his 
own  department  of  the  work,  but  obeys  mechanical 
laws.  He  is  a  wheel  or  a  spring  in  the  most  com- 
plicate clock,  while  that  clock  runs  by  an  arbitra- 
ry time  table,  which  is  liable  to  have  its  whole 
dial  changed  at  any  day. 

If  such  a  character  is  required  at  each  one  of 
several  hundred  different  posts  and  services  of  a 
railroad,  what  then  should  be  the  capacity  and 
qualifications  of  a  superintendent  7  He  has  need 
to  be  a  sort  of  ubiquitous  demi-god, — a  master  of 
all  the  science  involved  in  Uie  contrivance  and  con- 
struction of  the  complex  system  called  a  railroad 
But  as  ubiquity  is  denied  to  mortals,  he  has  need 
of  a  genius  to  supply  its  place,  by  a  system  of  de- 
tective checks,  reports,  examinations  aodj  records 
which  expose  the  smallestnelinquincy,  at  the  re- 
motest point,  at  the  earliest  time.  All  persons  in 
the  service  must  somehow  be  aware  of  bis  univer- 
sal presence  by  feeling  the  pressure  of  his  plans  ; 
and  all  must  be  his  cheerfully  obedient  servants. 

Every  person  taken  into  the  service  should  come 
with  a  sufficient  education  to  be  a  fair  candidate 
for  promotion.  He  should  bring  a  clean  bill  of 
health,  and  be  subjected  to  a  rigid  examination  as 
to  his  past  history.  Postboys  used  to  be  examined 
as  to  their  wind ;  but  a  railroad  official  should  be 
especially  tested  for  a  vigilant  eye,  a  steady  hand 
mnd  a  pure  breath. 

We  have  a  deep  conviction,  that  no  man  should 
be  employed  on  the  movement  of  a  railroad,  who 
ia  or  ever  has  been  addicted  to  intoxicating  drink. 
This  rule  would  exclude*  some  men  of  high  capaci- 
ty and  large  experience ;  but  extensive  observa- 
tion and  careful  inquiry  into  accidents  on  railroads 
and  steamboats  more  than  justifies  this  rule  of  ex- 
clusion. We  omit  painful  instances  to  spare  the 
feelings  of  men,  but  we  shall  not  cease  to  agitate 
this  topic  until  the  rule  is  universally  adopted  and 
faithfully  carried  out.  To  impress  the  public  mind 
with  the  vital  importance  of  this  rule,  we  now  as- 
sert, and  challenge  contradiction,  that  a  majority 
of  all  the  railroad  accidents  resulting  from  human 
carelessness,  can  be  fairly,  and  directly  traced  to 
the  influence  of  intoxicating  drink. 

Our  readers  will  now  be  ready  to  agree  with  us, 
that  the  directors  of  our  railroads  ought  to  be  men 
of  great  capacity,  sound  judgement,  and  large  ex- 
perience. For  they  are  in  some  sense  the  creators 
of  the  whole  machine,  and  of  all  agencies  concern- 
ed in  its  movement.  We  have  little  confidence  in 
severe  penalties ;  but  we  will  say  to  railroad  di- 
rectors, that  the  public  intend  to  hold  them  to  a 
severe  account  for  employing  incompetent  men — 
and  most  especially  men  rendered  periodically  in- 
competent by  drink.  ./ 


Comtneroe  of  th«  St.  LiM'wrence— Canadian 
CanaU.. 

We  have  received  from  Quebec  "Tables  of  the 
trade  and  navigation  of  the  Province  of  Canada 
for  the  year  1852."  These  tables  fill  a  large  vol- 
ume of  448  pages,  and  contain  detailed  statements 
of  much  importance  to  the  mercantile  community. 
We  give  some  particulars : 

The  total  value  of  the  exports  during  the  year 
1862,  from  Canada  to  Great  Britain  amounted  to 

(we  omit  shillings  and  pence £1,689,244 

To  the  N.  American  colonies 203,036 

British  West  Indies 8,460 

United  States 1,671,130 

Other  foreign  countries 48,123 


Total £3,613,993 

The  value  of  imports  during  the  same  period : 

From  Great  Britain £2,667,783 

North  American  colonies. 120,238 

British  West  Indies 1,278 

United  States 2,119,424 

Other  foreign  countries 152,899 


icali 


Phlladelplila  and  Cincinnati*  | 

An  arrangement  has  been  concluded  between 
the  Ohio  and  Pennsylvania  railroad  company,  and 
the  Cleveland  and  Columbus  company,  for  throngl 
ticketing  and  the  interchange  of  passengers  at 
Crestline.  Passengers  are  to  be  ticketeid  through 
from  the  Queen  City  to  Pittsburgh  and  Philadel- 
l^iia.  The  time  from  Pittsburgh  to  Cincinnati, 
both  ways,  is  to  be  but  fifteen  hours,  and  the  fare.' 
a  I  e  to  be  greatly  reduced  from  the  present  rates. 
Ibli  arraDftment  takes  efltect  on  the  16th  liwt. 


Total £6,071,623 

Tonnage  entered  from  British  ports  410,469  ; 
outward  to  British  ports,  567,269.  Ditto  from  for- 
eign ports  162,783 ,  to  foreign  ports  10,800. 

The  gross  amount  of  duties  collected  in  1862 
was  £739,263. 

Comparing  these  with  the  two  previous  years, 
we  have  the  following  figures : 

In  1860  exports  2,990,428  ;  imi)orts  2,246,617  ; 
revenue  from  customs  616,694. 

In  1861,  exports  3,241,180;  imports  6,368,697  ; 
duties  737,439. 

In  1862,  exports,  3,613,993;  imports  6,071,623; 
duties  736,263. 

The  preceding  figures  show  the  gross  revenue: 
The  charges  for  collection  in  1860  were  34,403/.. 
in  1851  36,231 ;  in  1862  33,640. 

In  these  sums  is  included  money  paid  for  re- 
turn duties,  averaging  upwards  of  £2,000  per 
year. 

From  tlxjse  figures  it  appears  that  the  revenue 
derived  f'l  ora  the  custom  duties  is  verv  large,  and 
far  in  i  .-^  less  of  the  actual  needs  of  the  province. 
In  li  52  the  exports  from  Canada  consisted  in 
the  produce  of  the  mine,  £8,394 ;  ditto  of  the  sea, 
£74,462 ;  ditto  of  the  forest  £1,644,584,  animals 
and  their  produce  £295,929,  vegetable  food  £1,- 
157,020;  other  agricultural  products  £24,343; 
manufactures  £19,783 ;  other  articles  £26,875. 

A  comp.arison  with  the  two  former  years  does 
not  show  any  remarkable  change  in  any  of  the 
preceding  items. 

The  returns  of  the  revenue  received  from  the 
canals,  and  the  amount  of  property  passing  thro' 
them,  arc  very  full.  The  gross  revenue  from  all 
the  canals  for  the  year  1852  was  £89,889.  This 
consisted  of  tolls  £86,431,  Welland  canal  fines 
£711  17  6,  ditto  rents  £1,241,  St.  Lawrence  canal 
fines  £14,10  1,  storage  and  hydraulic  rents  SI  ,457, 
ditto,  ditto,  Chambly  Canal  £33.  The  charges 
for  collectors'  salaries,  lock  tenders,  masters,  etc., 
£15,209,  tolls  refunded,  £1,224,  repairs  £16,830. 
Making  a  total  of  £33,264,  and  deducting  this 
sum  from  the  gross  revenue,  we  have  a  net  rev- 
enue of  £56,625  from  all  the  canals  for  the  pa.st 
year. 

The  tolls  on  the  particular  canals  in  the  same 
period  were :  Welland  £57,628  ;  St.  Lawrence  £21, 
177;  Chambly  £1,907;  Burlington  £4,063,  and  the 
St.  Anne's  Lock  £773. 

Although  the  revenue  from  the  canals  is  very 
small,  there  has  been  a  gradual  increase,  except 
luring  the  last  year  as  may  be  seen  from  the  fol- 
lowing figures. 

Net  revenue  in  1847,  £41,139,  in  1848  £36,815, 
in  1849  £48,033  ;  in  1850  56,110,  in  1861  $63,939, 
*nd  in  1862  £56,626.  The  net  average  revenue  is 
£5-2,402. 

The  total  number  of  vessels  that  passed  through 
all  the  canals  in  1862  was  20,404  ;  the  amount  ol 
tonnage  2,227 ,147>  The  vessels  ranged  ttom  60  to 
8M  tons. 


Plttsburi^  and  Erie  Railroad. 

The  Board  of  directors  of  this  road  met  in  New 
Castle,  on  Monday  last.  They  were  in  session  two 
days  deliberating  upon  the  best  plan  for  construct- 
ing the  road.  The  following  resolutions  were  hand- 
ed to  ue  for  publication  : 

Resolved,  That  active  measures  be  immediately 
taken  to  construct  the  main  line  from  £rie  to  the 
Ohio  river,  and  simultaneously  therewith,  such 
lateral  roads  or  branches  as  after  careful  surveys, 
may  be  deemed  .-idvisable,  advantageous  and  suit- 
able to  promote  the  convenience  of  the  inhabitants 
of  the  respective  counties  and  the  interests  of  the 
company. 

Resolved,  That  the  proposition  this  day  made  by 
Jos.  Chamberlain  &  Co.,forthe  construction  of  the 
entire  main  line  and  lateral  roads,  and  fumishiug 
the  same,  be  accepted. 

From  the  above  it  will  be  seen  that  this  import- 
ant work  will  go  on,  and  that  the  construction  of 
the  main  line  from  the  mouth  of  the  Beaver  to  Erie 
and  the  branches  have  been  allotted  to  Messrs. 
Chamberlain  and  company,  who  are  well  known 
as  gentlemen  competent  to  perform  the  undertak- 
ing. 

The  road  has  been  located  from  New  Castle  to 
Beaver  Point.  From  this  place  the  road  will  pass 
down  the  east  side  of  the  river,  until  it  reaches  a 
point  near  Hardscrabble,  when  it  crosses,  and 
keeps  down  the  west  side  until  it  reaches  the  Ohio 
river  at  the  mouth  of  the  Beaver.  This,  in  our 
opinion  is  a  very  important  point  as  it  will  here 
connect  with  the  Wellsville  road,  and  all  the  roads 
running  south  and  west  of  the  Ohio  and  Pennsyl- 
vania railroad.  This  company  has  also  surveyed 
the  route,  and  taken  the  giound  from  the  mouth 
of  the  Beaver  to  Pittsburgh,  which  will  lengthen 
the  road  and  make  it  more  profitable  to  the  stock- 
holders, by  which  means  they  may  secure  the  en- 
tire trade  and  travel  of  the  Wellsville  road.  Much 
difficulty  has  been  thrown  in  the  way  to  impede 
the  construction  of  this  road  ;  but,  the  committee 
of  investigation,  in  the  legislature  have  reported 
that  their  charter  is  good,  and  the  gauge  law  hav- 
ing been  repealed,  we  can  see  no  cause  for  any 
further  delay.  We  are  told  that  the  work  will  be 
commenced  on  this  road  within  sixty  days. — New 
Castk  Journal. 


Terr«  Hante  and  Alton  Rtllroad.  - 

The  Tribune,  of  Monday,  contained  a  commen- 
datory notice  of  an  article  upon  the  Terre  Haute 
anc  Alton  railroad;  but  the  next  day  it  backed 
square  out,  influenced  by  the  following  letter  from 
the  President  of  the  road  : — 

New  York,  May  9,  1853. 

Sir  :  A  portion  of  the  Money  article  in  your  pa- 
per of  to-day  is  devoted  to  the  affairs  of  the  Terre 
Haute  and  Alton  railroad  company.  I  regret  that 
its  statements  are  so  erroneous  as  to  compel  me  to 
appear  personally  before  the  public,  and  I  appeal 
to  your  sense  of  justice  to  give  the  same  degree  of 
publicity  to  my  reply  as  you  have  given  to  the 
statements  to  which  I  refer. 

Your  authority  for  the  remarks  is  found  in  au 
article  of  T/ie  American  Railroad  Journal.  That 
article  must  have  been  written  in  entire  ignorance 
of  the  real  facts  of  the  case.  I  make  no  charges 
of  intentional  wrong  against  The  Journal ;  its  edi- 
tor doubtless  supposed  he  had  good  reasons  for  his 
course  in  respect  to  the  Alton  and  Terre  Haute 
railroad,  but  his  statements  of  facts  could  not  have 
been  derived  from  any  one  at  all  acquainted  with 
our  affairs.  We  are  prosecuting  our  work  with  dil- 
ligence  and  economy.  We  are  sustained  by  the  le- 
gislature and  the  people  upon  all  occasions  when 
their  support  is  necessary  :  and  if  a  rapid  prosecu- 
t'on  of  our  work,  and  the  construction  of  a  first- 
class  railroad,  shall  entitle  us  to  their  confidence, 
we  shall  continue  to  enjoy  it. 

In  the  course  of  the  present  year,  we  expect  to 
have  at  least  one  hundred  miles  of  track  laid,  all 
the  iron  for  which  is  purchased  and  paid  for,  in- 
cluding all  charges  to  the  time  of  delivery  upon 
the  line  of  the  road.  It  is  now  going  forward.  The 
track  for  moit  of  the  distance  u  ^aded  and  iMd/ 
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for  the  immediate  reception  of  the  radls,  a  large 
quantity  of  which  are  now  on  the  way  there,  hav- 
ing been  shipped  some  two  weeks  since  from  this 
port  by  way  of  the  canal.  The  contractors  are 
Phelps,  Mattoon  &  Barnes,  of  Springfield,  Mass. 
These  gentlemen  have  recently  finished  the  Rome 
and  Watertown  railroad,  are  now  constructing  the 
Buflalo,  Corning  and  New  York  railroad,  and  sev- 
eral others  in  the  state  of  New  York,  and  they  are 
well  known  to  possess  the  energy  and  pecuniary 
means  necessary  to  carry  them  successfully  thro' 
this  undertaking,  and  they  are  urging  the  work 
forward  with  a  view  to  its  early  completion.  A 
large  force  is  now  at  work  upon  the  line,  and  the 
progress  of  the  work  is  satisfactory  to  all  our 
friends. 

It  is  annoying  in  the  face  of  all  these  facts  to  be 
compelled  to  notice  such  mis-statements  as  those 
of  the  Journal  to  which  I  refer.  I  am  entirely  at 
a  loss  to  account  for  them.  The  statement  in  ref- 
erence to  our  bonds  spoken  of  as  having  been  of- 
fered some  months  since  and  withdrawn,  is  entire- 
ly incorrect.  They  were  neither  offered  nor  with- 
drawn. They  were  prepared  last  Fall  in  the  reg- 
ular course  of  our  business  with  a  view  to  offering 
them  whenever  the  proper  time  should  come ;  and 
during  the  present  Spring  they  have  been  all  sold 
by  the  company  by  private  negotiation,  to  Eastern 
parties  who  fully  understood  the  condition  and 
prospects  of  our  road,  and  who,  I  believe,  are  abun- 
dantly able  to  hold  them.  If  they  choose  to  resell 
any  portion  of  them  they  have  the  right  to  do  so ; 
and  they  may  justly  complain  of  such  unfair  as- 
saults as  I  have  referred  to.  You  and  the  public 
may  rest  assured  that  no  better  security  than  is 
offered  by  these  bonds  will  be  furnished  by  any 
Western  road.  They  are  a  first  mortgage  security, 
for  less  than  S6,000  per  mile,  upon  a  first-class 
road,  having  10,  15  and  20  years  to  run,  and  con- 
vertible into  stock  at  any  time  before  their  matu- 
rity ;  and  I  have  no  doubt  they  will  be  sought  for 
as  a  most  desirable  investment.  In  reference  to 
"State  Policy,"  as  it  is  called  in  Illinois,  we  believe 
we  in  Illinois  understand  it ;  nor  shall  we  receive 
instruction  on  this  subject  from  those  who  are  en- 
deavoring to  build  up  rival  roads,  and  are  thus 
interested  in  breaking  it  down. 

Yours,  Respectfully,  Simeon  Rider. 

President  of  the  Terre  Haute  and  Alton  Railroad 

Company. 

We  are  always  happy  to  give  both  sides  of  a 
controversy,  especially  when  both  equally  support 
one  position  ;  and  we  ask  whether  any  evidence  fur- 
nished by  the  company  itself,  could  have  more 
fully  convinced  the  public  of  the  correctness  of  the 
views  and  statements  in  reference  to  this  road  con- 
tained in  the  article  published  in  the  Journal  of 
last  week,  than  the  foregoing  letter  of  the  Presi- 
dent. .V-  ';  ';'■••     -■ 

Our  article  was  not  written  "  in  entire  ignorance 
of  the  facts  of  the  case."  If  it  were,  it  would  have 
been  very  easy  to  have  pointed  out  our  errors,  or 
to  have  controverted  our  statements ;  not  one  of 
which  are,  in  fact,  denied.  We  took  the  ground 
that  the  expenditure  of  one  dollar  is  not  suflScient 
security  for  a  loan  of  fifteen,  and  we  know  in  the 
present  case  that  the  whole  expenditure  upon  the 
road,  to  a  recent  date,  was  only  claimed  to  be  in 
the  neighborhood  of  76,000,  and  we  have  good  rea- 
son to  believe  that  a  considerable  portion  of  this 
aggregate  did  not  represent  work  actually  done 
upon  the  road. 

Neither  are  our  statements  in  respect  to  the  man- 
ner in  which  the  stock  subscriptions  are  made  up, 
controverted ;  and  we  assert  that  where  contract- 
ors take  stock  in  iceak  Western  projects,  the  pre- 
sumption is,  that  such  subscriptions  are  made  un- 
der a  belief  that  the  amount  can  be  cleared  out 
of  the  profits  of  the  contract.  If  so,  such  stock  addi 
w  itrMfth  to  th«  ooncem.  ;<•  ;.^  < 


When  a  company  come  before  the  market  for 
money,  it  should  show  what  its  means  are.  This 
company  makes  no  such  exhibit,  and  in  failure 
to  do  so,  the  legitimate  presumption  is  that  no  sat- 
isfactory exhibit  can  be  made. 

When  a  company  seek  to  borrow  money  to  con- 
struct their  road,  the  public  must  have  the  means 
of  knowing  what  it  will  cost,  which  can  only  be 
supplied  by  the  report  of  some  competent  and  re- 
spectable engineer.  The  exhibit  of  this  company 
contains  no  evidence  that  an  engineer  has  ever 
been  in  the  employ  of  the  company.  Suppose  a 
road  to  be  let  at  $30,000,  which  will  cost  only  S16- 
000  per  mile,  and  one  half  ef  this  can  be  raised  by 
the  sale  of  bonds. — Is  there  necessarily  any  basis 
for  the  issue  of  such  bonds  1  Ought  not  all  such 
modes  of  doing  business  to  be  discouraged ;  and  if 
persisted  in,  will  they  not  lead  to  the  most  extrav- 
agant speculations  and  all  their  disastrous  results! 

The  Terre  Haute  and  Alton  railroad  will  cost 
something  like  ^,000,000.  At  least  one-half  of 
this  sum  will  have  to  be  raised  on  bond  and  mort- 
gage of  the  road.  Such  being  the  fact,  it  is  the 
most  improvident  act  possible  to  divide  the  aggre- 
gate into  two  sums,  with  two  distinct  mortgages. — 
Were  there  a  sufficient  stock  subscription  on  which 
to  base  a  loan  of  ^2,000,000,  or  in  other  words  the 
sum  necessary  to  be  borrowed  to  complete  the 
road,  the  larger  the  loan,  the  security  being  suffici 
ent,  the  better  would  it  sell.  But  in  most  cases  a 
Jirst  renders  the  bonds  secured  by  a  .second  mort- 
gage comparatively  worthless.  Suppose  in  the 
present  case  it  should  be  found  impossi  ble  to  borrow 
any  more,  how  is  the  ro.od  to  be  completed  1  We 
cannot  tell.  But  unless  the  road  be  completed  is 
not  the  safety  of  the  first  bonds  periled.  We  have 
uniformly  urged  upon  companies,  when  coming 
into  the  market  for  money,  the  importance  of 
adopting  some  well  devised  scheme  which  shall 
supply  them  with  all  the  money  they  need,  instead 
of  resorting  to  temporary  expedients,  or  to  small 
loans,  which  create  encumbrances  upon  their  pro- 
perty, but  which  in  fact  are  too  inconsiderable  to 
be  of  any  real  value.  We  now  urge  the  same 
course  upon  this  company. 

Mr.  Rider  speaks  as  if  the  work  of  construction 
had  been  going  on  for  some  time  past.  Will  he 
please  inform  us  bow  many  assessoients  upon  the 
stock  have  been  called  for  and  paid  1 

We  have  previously  discussed  the  "StatePolicy" 
of  Illinois.  It  is  one  we  deUst,  and  when,  as  in  the 
present  case,  a  company  attempts  to  maintain  this 
doctrine  to  the  manifest  inconvenience  and  injury 
of  the  great  body  of  railroads  in  this  country,  they 
must  not  expect  any  particular  favors  from  us. 

Mr.  Rider  also  states  that  the  bonds  were  not 
offered  for  sale  last  fall.  We  had  good  reason  to 
suppose  otherwise.  The  company  published  au 
exhibit,  setting  forth  the  proposed  loan,  which  was 
generally  circulated.  It  was  certainly  reported  that 
they  were  sold  for  iron.  We  had  good  reason  to 
suppose  under  the  circumstances,  that  they  were 
upon  the  market,  but  as  they  were  not  offered,  we 
were  mistaken  in  saying  that  our  article  had  any 
influence  in  preventing  their  sale. 

We  see  nothing  to  change  in  the  principles  we 
have  laid  down  in  reference  to  the  sale  of  railroad 
bonds.  We  believe  them  to  be  correct.  The  nuiin 
question  is,  whether  the  Terre  Haute  and  Alton 
project  is  obnoxious  to  them.  This  must  be  de- 
tennised  by  the/aet<.  Let  na  have  them.    Let  oi 


have  a  statement  of  the  exact  condition  pi  the  Co. 
in  minute  detail.  Let  4s  know  how  mud)  the  road 
is  to  cost ;  how  mucli  stock  is  subscribed  ;  how 
made  up;  how  much  paid  in,  and  how  much  prob- 
ably collectable.  Let  us  know  ako  how  touch  will 
have  to  be  borr&ired  io  complete  the  ^oad.  We 
shall  take  the  greates ;  pleasure  in  giving  these  de- 
tails to  the  public.  If  they  justify  thd  proposed 
loan  we  shall  be  very  happy  to  recommj?nd  it.  If 
the  company  be  in  f  ict  intrinsically- ^rong,  our 
opinion  cannot  injur*  them,  and  wc  ojnly  injure 
ourselves  by  expressi  ig  an  adverse  onq.  Wc  dis- 
claim anything  like  1  lostility  toward  tte  project. 
The  company  have,  ta  be  sure,  in  a  gr^tmeasure 
forfeited  our  sympatqies  by  a  wanton  attack  upon 
the  rights  of  others,  And  by  their  suppcrtof  an  ex- 
ploded and  most  periicious  policy,  of  which  they 
are  the  acknowledge^  champion.  Bui  the  main 
e  securities  of  tii^  company. 
Let  us  have  the  '■  dodnments." 


The  Bfodel  I««|B*motlTe  for  J^pau. 

We  learn  from  the  [Philadelphia  Led^r  that  the 
order  given  in  January  last  by  the  Uiuted  States 
government  to  Messrs.  Richard  Norr^  and  Son, 
for  the  building  of  a  jnodel  locomotive,  tender  and 
passenger  car,  to  bej presented  to  the  fcmperor  of 
Japan,  has  been  flllW  and  in  a  few  days  will  be 
fonvarded  to  this  citl-,  preparatory  to  being  ship- 
ped to  Japan.  The  nlodel  will  be  acco|apaiiied  by 
Mr.  Charles  Montgomery,  a  practical  engineer, 
who  has  been  deleg.Tlfed  to  explain  to  the  Japan- 
ese the  power  of  steim  as  applied  to  lecomotives, 
and  the  great  revoluiion  brought  about  by  means 
of  this  agency  thronchoiit  this  and  uth^rcountries 
wherein  it  ha.s  been  introduced. — Tins  locomotive 
is  complete  in  every  particular,  as  alsa  the  tender 
and  passenger  car.  iThe  capacity  of  the  locomo- 
tive is  estimated  at  nine  tons,  the  tendier  is  4  feet 
long,  two  feet  two  ii)chei  wide,  and  is  placed  u|K>n 
double  trucks.  Th€(  passenger  car  is  leu  feet  long 
two  and  a  half  feet  Vide,  and  two  feet  ten  inches 
high.  It  is  constructed  of  rose  wood  ind  finished 
in  the  most  exquisite  manner,  with  revolving  seats 
covered  with  crimsoti.  Every  other  f<iiature  about 
the  car  is  in  keeping  with  the  best  taste  and  judg- 
ment. A  railway  titack  will  also  be  sent  to  Japan 
with  the  locomotiveiandits  appendages. 

1 

Kflliefc  of  Railroads. 

We  copy  the  follofc\ing  fiom  the  St.  Louis  News: 

Yesterday,  three  jbundred  coils  of  No.  1  bale 
rope  were  brought  ihto  this  -city  by  ^  Louisville 
dealer,  at  6*^  per  lb,  and  shipped  o*  board  the 
steamer  Editor. 

The  business  of  rfpe  spinning  in  this  Slate  is  in- 
creasing fifty  per  ceftt.  every  season,  and  perhaps 
forty  thousand  coils  will  be  shipped  from  this  city 
during  the  present  year.  Some  estimate  that  10,- 
000  or  12,000  bales  of  hemp,  or  ona-flflh  of  the 
entire  crop,  will  be  consumed  in  manufacturing 
bale  rope  and  baggitig. 

A  few  have  purchased  hemp,  provisions,  com, 
rope,  and  hides;  atod  within  the  week  a  large 
amount  of  bulk  meiats  and  lard,  and  some  limited 
lots  of  barreled  pork  have  been  taketi  by  one  or 
two  parties  from  Louisville.  Two  manufacturers 
from  the  same  place  have  bought  together  between 
400  and  600  bales  of  hemp,  and  from  300  to  500 
coils  bale  rope.  Yesterday  130  bodies  of  hemp 
sold  from  8t(M%  to  a  Cincinnati  manufacturer  at 
S96  per  ton.  A  laijge  quantity  of  corn  has  gone 
forward  to  Cincinnati  and  even  to  Pittsburg,  dar- 
ing the  mouth — perhaps  as  much  as  tO,000  sacks, 
or  50,000  bushels.  Hides  go  forward  in  unlimit'cd 
ntmibers,  and  the  time  is  near  at  hand  when  a  large 
proportion  of  all  thfc  produce  intende4  for  eastern 
markets  will  be  forwarded  in  the  same  direc- 
tion. 

The  cause  of  an  increased  demand  for  produce 
along  the  Ohio  river  cannot  be  attributed  to  ehwt 
supplies  alooe.  There  is  another,  aad  perhaps  a 
XBore  perajment  rewon.     It  ii  the  cmx^MtfAtlveljr 
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cheap  and  easy  communication  now  enjoyed  with 
the  Atlantic  seaboard,  byimeans  of  railroads.  The 
demand  for  most  of  the  J  staple  products  of  the 
country  has  increased  in  a  very  great  degree,  and 
any  deficiency  on  the  Ohiomust,  of  course,  be  sup- 
plied from  other  sections.  Hence  it  is  that  many 
articles,  heretofore  abjndent,  have  fallen  behind 
the  actual  demand  for  export  and  home  consump- 
tion. Tapping  the  Ohio  river  at  Wheeling  and 
again  at  Cincinnati  with  railroads  loading"  direct 
to  the  principal  markets  of  the  Union,  cannot  fail 
to  work  great  and  permanent  changes  in  the  travel 
and  transportation  of  Western  pec^le  and  Western 
products.  The  beginning  is  now,  the  consumma- 
tion hereafter. 


Ameriean   Railroad  Journal. 


Satnrdajr,  Majr  14,  I853> 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
THme-tadles,  Circulars,  Tickets,  (f-c,  <f«c. 

J.  H.  SCHULTZ  Sic  CO. 

New   York  April  9,  1863. 

To  Railroad  Companies  and 
Contractors. 

A  SUPERINTENDENT,  who  has  the  very  best 
testimonials  from  some  of  the  most  celebrated 
Engineers,  having  had  charge  of  very  large  and 
diflScult  works,  on  which  he  gave  the  gretitest  sat- 
isfaction, wishes  to  make  an  engagement  with 
some  Company  or  responsible  Contractor.  He  has 
the  reputation  of  being  a  very  skillful  manager  of 
large  numbers  of  workmen,  and,  by  reference  to 
his  former  employers,  it  will  be  found  that  he  will 
be  a  profitable  man,  although  he  expects  a  fair 
salary.  A  letter  addressed  to  the  Editor  of  this 
Journal  will  meet  prompt  attention. 

CoTumbus  PIqnaand  Indiana  Railroad. 

We  publish  this  week  an  advertisement  of  sale 
of  S400,000  of  the  first  mortgage  bonds  of  this  com- 
pany. 

This  road  extends  from  Columbus  to  Union,  ita 
point  of  junction  with  the  Indianapolis  and  Belle- 
fontaine  road,  a  distance  of  102  miles.  The  upper 
division  of  the  road,  extending  from  Columbus  to 
Urbanna  or  Mad  River  road,  is  nearly  completed, 
and  will  be  opened  for  business  in  a  few  da^s. — 
The  balance  of  the  line  is  well  advanced  and  will 
be  completed  during  the  present  year. 

When  completed,  a  continuous  line  of  railroad 
will  be  formed  between  Columbus  and  Terre  Haute, 
a  distance  of  257  miles.  From  ^erre  Haute  this 
line  will  be  extended  to  St.  Louis  and  Springfield, 
the  capital  of  Illinois,  within  two  years,  by  roads 
now  in  progress. 

On  the  east  the  connections  of  the  road  will  be 
equally  favorable.  From  Columbus  a  road  is-al- 
ready  in  operation  to  Cleveland.  Roads  are  also 
in  progress  to  Wheeling  and  Pittsburgh ;  the  form- 
er looking  to  a  connection  with  Baltimore,  and  the 
latter  with  Philadelphia.  The  Ohio  Central  road, 
aiming  at  Wheeling,  is  already  completed  to 
Zanesville,  a  distance  of  about  sixty  miles,  and  the 
balance  is  making  rapid  progress.      At  Wheeling 


outlets  will  be  opened  both  to  Philadelphia  and 
Baltimore. 

By  reference  to  a  map  of  the  U.  S.,  it  will  be 
seen  that  this  road  forms  an  important  link  in  one 
of  the  great  lines  of  road  reaching  from  the  Atlan- 
tic to  the  Mississippi,  and  the  only  one  presenting 
a  uniform  guage  for  the  entire  distance.  Upon  the 
completion  of  the  various  roads  that  compose  the 
grand  line,  the  means  for  all  which  may  be  re- 
garded as  provided,  a  loaded  car  may  go  from 
Philadelphia  to  St.  Louis  over  the  same  gauge,  a 
fact  which  is  regarded  of  the  utmost  importance 
in  railway  economy. 

The  portions  of  this  line  already  completed,  the 
Pennsylvania  Central,  the  Ohio  Central,  the  Indi- 
anapolis and  Bellefontaine,  and  the  Indianapolis 
and  Terre  Haute,  are  enjoying  a  very  lucrative 
traflBc,  and  the  stock  of  all  are  at  a  premium.  If 
the  isolated  links  can  earn  a  good  income  upon 
their  cost,  what  may  be  expected  when  the  whole 
chain  is  completed  7  The  country  traversed  by  the 
above  road  is  not  exceeded  by  any  portion  of  the 
west  in  fertility  and  productiveness.  It  is  covered 
with  a  dense  population,  and  filled  with  numerous 
important  and  flourishing  towns,  the  most  consid- 
erable of  which  are  upon  the  line  of  this  road. — 
Upon  this  line  all  the  conditions  of  a  lucrative  lo- 
cal traffic  exists,  in  addition  to  the  through  trafllic 
which  one  of  the  most  direct  and  convenient  routes 
from  the  Atlantic  to  the  Mississippi,  must  com- 
mand. 


I^alKe  Krle,  DVabaah  and  St.  LioaU  Railroad 
Companj'. 

The  La  Fayette  Journal  states  that  this  compa- 
ny has  been  newly  organized,  and  that  an  addition 
of  one  million  three  hundred  thousand  dollars  has 
been  made  to  the  cash  stock  subscription.  The 
new  board  is  composed  of  seven  directors,  residents 
of  New  York,  and  six  who  are  residents  of  India- 
na. Mr.  White  remains  as  president,  and  Mr.  Col- 
ton,  of  Lockport,  as  vice  president  of  the  compa- 
ny. 

A  contract  has  been  entered  into  with  Messrs. 
Boody,  Ross  &.  Co.,  of  New  York,  to  build,  furnish 
and  equip  the  road  by  the  first  of  May,  1855.  The 
Journal  says,  "  it  is  to  be  a  first  class  road,  ecjual 
to  the  Rochester,  Lockport  and  Niagara  Falls  rail- 
road, and  its  length  in  Indiana,  166  miles. 

The  same  parties  have  become  corporators  in 
the  road  from  Toledo  to  Fort  Wayne,  which  is  to 
be  a  road  of  similar  character  with  the  Indiana 
line,  and  is  to  be  built  and  equipped  within  the 
same  periods  and  by  the  same  contractors.  The 
two  companies  will  undoubtedly  soon  be  consoli- 
dated." 

The  .same  paper  informs  us  that  "  Mr.  Durbin, 
the  able  chief  engineer  of  the  company,  has  re- 
signed to  take  charge,  we  are  informed,  of  the  La 
Fayette  and  Indianapolis  road  as  superintendent. 
Warren  Colbum,  Esq.,  of  the  Rochester,  Lockport 
and  Niagara  road,  will  be  chief  engineer  of  the 
whole  line,  from  Toledo  to  Danville." 

"  The  new  directory  is  composed  of  the  follow- 
ing gentlemen :  Albert  S.  White,  LaFayette,  Ind., 
James  Spears,  LaFayette,  Ind  ;  Jos.  Ristine,  Cov- 
ington, Ind.;  John  W.  Wright,  Logansport,  India- 
na; Hugh  Hanna,  Wabash,  Ind..  Allen  Hamilton, 
Fort  Wayne,  Ind.;  A.  D.Patchin,  Buflalo.  N.  York, 
Elias  B.  Holmes,  Brockport,  New  York;  Azariah 
Boody,  Rochester,  N.  Y.:  Joel  Rathbone,  Albany, 
N.  y.;  Joeeph  B.  Vamum,  New  York  city  j  Ed. 


Whitehouse,  N. 
N.  Y.  city." 


Y.  city  ;  and  John  F.  A.  Sanford 


Paclfle  Railroad,  Sontli  Pass. 

The  following  letter,  published  in  the  St  Louis 
Intelligencer,  will,  considering  the  source  from 
which  it  comes,  be  read  with  interest  at  this  time, 
when  the  question  of  the  most  eligible  Rai  Iroad 
route  to  the  Pacific  is  occupying  so  large  a  share 
of  the  public  attention. 

Santa  Fe,  March  27,  1863. 

Sir,  I  find  the  following  sentence  in  a  letter  ad- 
dressed by  you  to  the  Santa  Fe  Gazette  : 

I  see  a  writer  in  the  New  York  Tribune,  who 
professes  to  have  visited  Fort  Laramie  in  1849,  and 
then  and  there  saw  Mr.  Kit  Carson,  quotes  that 
gentleman  as  in  favor  of  the  South  Pass.  I  have 
ventured  to  doubt  the  statement  that  Mr.  Carson 
prefers  the  route  through  Utah,  and  have  claimed 
him  as  a  friend  to  the  New  Mexican  route.  I  wish 
he  would  write  to  me  as  soon  as  may  be,  and  give 
me  his  opinion,  with  all  the  testimony  which  his 
valuable  experience  and  sagacity  on  such  subjects 
can  supply. 

You  are  perfectly  right  in  claiming  me  as  a  friend 
to  the  route  through  New  Mexico.  I  consider  it 
as  far,  far  preferable  to  the  route  through  Utah 
Territory.  I  know  but  one  route  across  the  con- 
tinent which  can  be  traveled  both  winter  and  sum- 
mer, and  over  a  remarkably  level  country,  and 
that  one  must  cross  the  Rio  Grande  del  Norte  with- 
in 50  or  GO  miles  of  Santa  Fe,  and  from  thence  as 
direct  to  the  California  Mountains  as  the  nature  of 
the  country  will  allow.  The  pass  known  as  "Wal- 
ker's Pass"  through  the  Mountains,  is  a  good  one, 
and  has  no  very  abrupt  ascents  or  descents.  There 
is  another  pass  higher  up,  which  is  nearly  if  not 
quite  as  good  as  "Walker's."  That  comes  in  some 
where  about  one  of  the  "Four  Creeks,"  and  Dr. 
Nagle,  of  Santa  Fe,  has  mentioned  to  me  the  fact 
that  a  reliable  and  intelligent  man,  an  old  Moun- 
taineer, and  whose  statements  I  know  are  to  be 
depended  upon,  having  passed  from  the  Vegas  of 
Santa  Clara,  and  after  making  his  course  due  west, 
reached  the  Tulare  Valley,  passing  over  a  country 
which,  to  use  his  own  words,  yiou  could  drive  ateu 
mule  team  through  any  where. 

There  is  no  manner  of  doubt  that  the  trail  from 
Albuquerque  by  Zuni,  along  the  head  vaters  of 
the  streams  that  run  into  the  Gila,  and  then  cross- 
ing the  big  river  about  the  "Mohave"  and  so  on  is 
the  easiest  road  that  can  be  found.  The  only  ob- 
jection that  I  know  of  is  that  a  greater  part  of  the 
country  along  there  \s  very  barren,  in  fact  so  bad 
that  the  wolves  can't  make  u  living,  and  then  it 
comes  into  the  Tulare  valley  at  its  very  southern 
extremity,  and  you  have  to  run  up  300  or  400 
miles  to  strike  the  bay  of  San  Francisco— so  that 
if  you  could  make  a  little  more  northing  it  would 
bf  better.  Mr.  Fremont  had  always  expressed  a 
wish  to  me  to  examine  the  country  along  the  south- 
ern limit  of  the  basin,  and  if  his  explorations  had 
not  been  stopped,  that  would  have  been  his  next 
enterprise. 

On  the  other  hand,  I  do  consider  the  road  by 
the  "South  Pass"  as  almost  impracticable.  I  have 
no  faith  in  it.  The  snows  lie  early  and  late  in  both 
tlie  "Rocky"  and  "Snowy"  mountain  countries.  It 
is  easy  enough  the  ascent  of  the  Snowy  mountains 
going  up  from  the  eastern  side,  but  on  the  west  it 
falls  right  ofi*,  and  it  is  like  going  up  a  ladder  to 
get  out  of  the  California  valleys  to  the  top  of  the 
mountains  anywhere  that  I  know  of  so  far  north. 
As  to  the  snows,  you  folks,  that  live  in  the  States 
know  nothing  about  them.  Why,  sir,  it  snows 
harder  and  longer,  and  faster  and  more  of  it  high 
up  in  these  California  moimtains,  than  perhaps  in 
any  other  place  in  God's  world.  I  am  not  alone 
in  my  opinions  on  the  subject  about  which  you 
have  written  to  me.  Any  old  mountaineer  that 
knows  anything  about  it  will  say  that  the  south- 
era  route  through  New  Mexico  is  the  best. 
,5  J,  I  am,  Sir,  yours  very  truly, 

C.  Carsok.  '.■'' 

To.  Wm,  S.  Allen,  Esq.,  St.  Louis.  -^ 
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Indiana  Junction  R.  fl> 

This  Company  has  been  organised  by  the  choice 
of  John  Woods  of  Hamilton,  John  D.  Jones  of  Cin- 
cinnati, Samnel  W.  Parker  and  Wm.  M.  Smith  of 
Connersville,  J.  M.  Rcdenous  of  College  Corner, 
George  Hibben  of  Rushville,  and  James  Blake  of 
Indianapolis,  as  Directors.  Mr.  Woods  has  been 
chosen  President. 

Work  has  already  commenced  between  Conners- 
ville and  Hamilton,  and  the  contract  for  the  whole 
line  will  soon  be  made. 

The  stockholders  in  the  Cincinnati,  Hamilton 
and  Dayton  road  have  subscribed  8200,000  for  the 
Junction  road,  and  take  a  deep  interest  in  its  con- 
struction. 


'Wtfllea  &  Serrell't  Compound  Rallvray  Bar 

We  take  occasion  to  call  the  attention  of  those 
interested,  to  the  advertisement  and  representation 
of  the  Compound  Railway  bar,  invented  by  Messrs 
Welles  &  Serrell,  which  may  be  found  in  another 
column. 
'  The  Bar  appears  to  be  new  in  the  general  ar- 
rangement of  the  parts ;  it  consists  of  an  interior  and 
exterior  rail,  so  arranged  that  the  joints  are  bro- 
ken, that  is,  that  the  parts  lap  over  one  another. 
— No  revits  or  bolts  are  used,  and  an  ordinary 
workman  can  lay  or  repair  it.  The  rail  may  be 
used  with  or  without  chairs. 

Another  advantage  which  is  claimed  for  the  rail 
is,  that  where  the  exterior  is  worn  out  it  can  be 
renewed  while  at  least  two-fifths  of  the  entire  bar, 
which  is  not  subject  to  wear,  is  saved. 

The  proprietors,  some  time  ago,  made  applica- 
tion for  their  patent,  which  is  likely  tobegranted. 

They  are  now  ready  to  enter  into  arrangements 
with  parties  for  making  and  using  the  rail. 

Ckicago  and  MtsslsalppI  Railroad. 

In  the  Vermilion  timber,  in  the  region  of  Ponti- 
ac,  Livingston  county,  there  are  at  present  about 
three  hundred  men  at  work  getting  out  ties  for  the 
Chicago  and  Mississippi  railroad,  from  Blooming- 
ton  northward.  The  i  oad  is  nearly  all  graded  and 
ready  for  the  rail*  toBlooming'n,  and  from  Spring-  j 
field  north  the  rails  are  being  laid  at  the  rate  of 
half  a  mile  a  day.  Between  Bloomington  and  Jol- 
iet  there  are  about  twenty  squads  of  men  at  work, 
so  that  the  whole  road  promises  to  be  graded  by 
fall. 

Pontiac,  the  country  seat  of  Livingston  county, 
through  the  centre  of  which  the  road  passes,  is  at 
present  about  the  liveliest  place  this  side  of  Cali- 
fornia. Some  five  hundred  laborers  make  it  their 
head  quarters,  and,  with  the  numerous  other  stran- 
gers there,  looking  for  locations,  &c.,  were  they  all 
piled  in  three  deep,  there  would  not  be  room  en- 
ough in  the  village  to  sleep  all.  Many,  tlierefore, 
abide  in  tents.  The  hotel  men,  of  coui-se,  are  coin- 
ing money,  grocery  keepers  ditto,  and  storekeepers 
stand  aghast  at  the  crowds  of  customere,  whose 
various  wants  their  shelves  can  make  no  pretence 
to  supply. 

Until  within  a  year  or  two,  half  the  land  in  Liv- 
ingston county  has  belonged  to  the  general  Gov- 
ernment. Within  a  year  there  has  been  quite  a 
rush  that  way  by  the  land  speculators,  and  a  hand- 
some operation  they  have  all  made  of  it.  The  Il- 
linois Central  railroad  company  got  in  a  little  a 
head  of  the  crowd,  and  secured  many  beautiful 
tracts  that  have  more  than  doubled  in  value  in  a 
year,  and  promise  to  keep  on  doing  so  for  some 
time  to  come. 

We  have  always  regarded  Livingston  as  one  of 
the  finest  counties  in  the  State,  her  only  drawback 
being  the  want  of  an  outlet.  The  Illinois  Central 
and  the  Chicago  and  Mississippi  railroads  will  re- 
m<JVe  this,  *'id  then  the  county  must  go  ahead  at 
a  railroad  speed,  and  Pontiac,  a  village  scarce 
known  on  the  map  of  the  State,  will  astonish  onr 


lawmakers  in  a  few  years  by  applying  for  a  char- 
ter. There  is  no  better  opening  in  the  country  for 
a  man  with  a  small  capital,  than  just  that  same 
village  of  Pontiac. — Ottaira  Free  Trader. 

Wcsternport  and  Alexandria  R.  R. 

The  object  of  thi."*  road  is  to  connect  Western- 
port  with  the  Manassa  Gap  road  at  or  near  Stras- 
burgh  on  the  Schenandooh  river,  thus  affording,  it 
is  said,  the  most  certain  and  direct  route  for  the 
coal  region  to  tide  water.  A  party  of  Engineers 
are  now  engaged  in  a  survey  of  the  route,  under 
the  direction  of  the  Manassa  Gap  railrojid  compa- 
ny, and  it  will  be  brought  before  the  public  at  no 
distant  day  upon  real  and  not  conjectural  estimates. 
The  distance  from  .Alexandria  to  Westernport  by 
this  route  is  believed  to  be  not  more  than  140 
miles,  with  grades  at  least  equal  to  those  of  any 
other.  It  is  also  contemplated  ito  straighten  the 
curves  of  the  present  Manassa  Gap  road,  as  can 
readily  be  done,  so  soon  as  the  business  thereof 
will  justify. 

Paciflc  Ralireadi 

We  learn  from  the  engineer's  oftice  of  the  Paci- 
flc railroad,  that  the  track  has  been  laid  to  a  point 
near  Kirkwood,  and  that  it  will  be  entirely  com- 
pleted during  the  present  week  to  enable  cars  to 
commence  running  by  the  first  of  May.  The  dis- 
tance is  thirteen  miles  from  the  termination  of  the 
road  in  Fourteenth  street,  and  already  the  depot 
has  been  completed  in  anticipation  of  the  event  of 
the  cars  reaching  that  point.  By  the  1st  of  July 
we  hope  to  be  able  to  announce  the  completion  of 
the  road  to  the  country  line. — St.  Ijovis  InUl. 


Chicago  and  Cincinnati  R.R> 

We  are  gratified  in  being  able  to  state  that  the 
stocks  of  the  Cincinnati,  Logansport  and  Chicago, 
and  the  Logansport  and  Chicago  railroads  have 
been  consolidated,  and  that  two  are  to  constitute, 
hereafter,  one  Company,  as  far  as  their  earnings 
and  profits  are  concerned.  As  they  form  comple- 
ments of  a  whole,  their  consolidation  cannot  fail 
to  be  mutually  highly  advantageous. 

Upon  the  first  division  of  this  line,  from  Rich- 
mond to  Logansport,  a  distance  of  107  miles,  the 
work  is  now  well  advanced.  The  Company  have 
'ust  commenced  laying  the   iron  from  Richmond. 

They  have  on  hand  sufficient  for  about  forty-two 
miles.  The  balance  is  to  be  jiurchfised  iuid  for- 
warded immediately.  The  entire  road  l)ed  from 
Richmond  to  Logansport  will  be  in  readiness  for 
the  rails  in  a  few  months,  so  that  the  iron  can  be 
laid  as  soon  as  it  can  be  received  from  England. — 
This  portion  of  the  road  is  in  the  hands  of  energet- 
ic and  practical  men,  and  as  the  company  are  in 
possession  of  sullicient  means,  the  work  will  be 
carried  forward  with  all  the  dispatch  consistent 
with  an  economical  expenditure  of  money. 

The  division  from  Logansport  to  Chicago  is 
about  being  placed  under  contract.  The  whole 
line  has  been  thoroughly  explored,  and  an  excellent 
route  obtained.  The  distance  is  but  little,  rising 
100  miles.  The  greater  part  of  the  way.  is  a  wide 
plain,  to  construct  a  road  over  which, requires  on- 
ly an  embankment  sutticicntlj'  high  for  good  drain- 
age. There  cannot  be  found  in  the  United  States 
probably  a  more  favorable  route  for  a  road.  It 
is  the  intention  of  the  parties  having  this  road  in 
charge  to  press  its  construction  with  despatch  for 
the  purpose  of  opening  it  with  the  least  possible 
(Itiay.  We  learn  that  stock  subscriptions  are  now 
being  made  to  this  project,  which  will  provide  suf- 
ficient means  for  this  purpose.       '':*:"■,.'■"  J1 

The  line  connecting  the  cities  of  Chicago  and 


Cincinnati  is  one  of  the  best  routes  fbr  a  railroad 
in  the  U.  States,  kndependent  of  it«  through  traf- 
fic, which  must  b^  very  large  and  cOonstantly  in- 
creasing, the  rout*  of  this  road  is  one  of  the  best 
in  the  country  for  a  lucrative  local  iraffic.  Both 
united  cannot  fail  to  make  the  abo^  one  of  the 
most  productive  \^ork8  in  the  west. 


8t*ek  and  Honey  Marltct. 

There  has  been  |but  little  change  ib  the  market 
for  the  past  week.)  Money,  if  there  has  been  any 
change,  is  becoming  more  plcntifd.  The  stock 
market,  as  a  gone^-al  thing,  is  dull.  The  prices  of 
sound  stocks  an4  securities  however,  are  well 
maintained,  and  |i  good  demand  enlists  for  best 
cla.'<s  railroad  bonjls,  of  which  the  supply  is  small. 

The  earnings  of  our  roads  continlue  to  show  a 
large  increa-xe  ovtJr  tlie  correspondtig  period  for 
the  past  year,  :an<  U»e  whole  sea^oti  promines  to 
be  one  of  extraop  linary  productivefess. 

The  receipts  of  the  Norwich  and  Ifforcesterroad 
for  April  prove  t<»  be  larger  than  wm  anticipated. 


The  figures  are : 

April,  1853.... 
April,  1852.... 


I-. 


.$26,365  99 
.    21,233  07 


Total .  ....: S4,132  92 

The  receipts  of  the  New  York  a^td  New  Haven 
road  for  April  wt re :  J- 


Passengers . 
Freights . . . 


Total 

Paid  Harlem  rait'oad. 


Net  receipts 
April  1852 .... 


Increase. 


•t- 


S60,3O9  78 
.    10,500  00 

.870,809  78 
.     4.327  18 


.$60,482  66 
.   66,317  89 


.S10,164  76 


The  receipts  of  the  Michigan  Central  road  wera 
about  S100,000.  |  Of  Uie  Michigan  Southern  there 
was  an  advance  pf  the  estimate,  bf  ing  : 


Passengers  and 
Freights,  et« . . . 


klail.. 


ToUl . 
April  1852. 


Increase , 


..$77,977  65 
.  .    34,877  69 

.$112,855  34 
.     48,472  00 


..$46,383  86 
The  receipts  fiar  the  first  four  months  of  the  year 
have  been :         i        -                        i 
January $50^022  |  March  ^ $86,866 


February. 


58,621  I  April . 
of  tne  Cleveland^ 


Total. . 
April,  1852. 


Aggregate . 
The   receipts 
railroad  for  .Ipijil,  1853,  were  : 
Passengers. 
Freight 


112,855 


..  ...$408,354 
and  Pittsburg 


$19,792  84 
.  19,687  82 


.$.39,380  16 
.  23,804  01 


Increase ..i...'. j . .  . . $15,576  15 

The  receipts  pf  the  Little  Miaiii  railway  com- 
pany for  the  month  of  April  are  $71,206,- 
78.  This  is  an  increase  of  14,291  18  over  that  of 
the  same  month  last  year. 

The  following  are  the  receipts  ♦f  the  Louisville 
and  Frankfort  railroad  for  the. month  of  April : 


Passengers. . 

Freight 

Mail  service . 


•f;: 


Receipts  for  A^ril,  1852. 
Gain  for  April  1863; .... 


.$8,823  68 

.  6,966  86 

464  27 


$16,248  76 
.  14,718  63 


$1,680  18 


7*7    J".*"        /. 


-^  rt^  7  ■  •-*<  "^».7P|^».f  ■>- 


314 


AMERICAN    RAILROAD    JOURXAL.. 


Joaraal  of  Railroad  KiaMr* 

HOW  FAR  MAT  DISTINCT  CORPORATIONS  COALESCE  1 

This  question  and  the  two  annexed  decisions 
which  closely  relate  to  it,  will  be  found,  we  think, 
at  the  present  time  especially  interesting. 

The  doctrines  of  a  District  court  of  Ohio,  and 
that  of  Judge  McLean,  of  the  United  States  Cir- 
cuit court,  in  reference  to  this  matter,  are  substan- 
tially in  harmony.  Th«  true  rule  to  be  elicited 
from  these  cases  is  the  following :  "  Corporations 
may  corrUnne  in  order  to  effect  their  legitimatM  ob- 
jects, and  not  otherwise." 

In  the  case  first  to  be  cited,  the  defendants  were 
enjoined  against  uniting  with  another  company  for 
the  mere  purpose  of  evading  a  previous  injunction 
and  changing  their  route  as  legally  established. 

In  the  next  case  the  company,  who  by  their 
charter  have  power  only  to  extend  their  road  from 
Sandusky  city  to  Fremont,  and  thence  to  Toledo, 
were  forbidden  to  abandon  and  diverge  from  this 
route,  and  to  construct  a  bridge  far  Ae/M/- Fremont 
across  Sandusky  bay,  by  combining  with  another 
company  or  otherwise. 

While  on  the  other  hand,  the  Port  Clinton  com- 
pany, incorporated  expressly  to  construct  a  road 
from  Sandusky  city,  by  Port  Clinton,  over  San- 
dusky bay,  at  Toledo,  and  proposing  to  build  a 
bridge  over  the  said  bay,  with  a  draw  of  144  feet, 
to  be  opened  and  shut  by  a  central  pivot,  are 
held  in  view  of  the  evidence  to  be  at  liberty  to 
proceed  in  their  undertaking. 

The  case  first  above  mentioned  is  that  of  the 
Ma^  River  and  Lake  Eric  Railroad  Company  in 
which  the  decision  was  given  by  Chief  Justice 
Bartley,  with  the  assent  of  his  shree  associates. 

The  complainants  iu  this  case  claimed  to  have 
made  contracts  with  the  Mad^  River  and  Lake 
Erie  railroad  company,  which  that  company  was 
about  to  vio  late.  A  contract  was  made  by  deft's 
with  complainants  to  locate  said  road  through  the 
town  of  Bellevue,  the  complainants  having  a  right 
to  side-tracks,  and  two  ware  houses  connected 
with  the  track  for  continued  u»e.  Complainants 
are  still  in  possession  of  the  property,  and  the  Co. 
was  about  to  change  its  location.  In  answer  to 
the  original  bill,  respondent  admitted  the  facts, 
and  set  up  that  the  new  route  oflfered  greater  fa- 
cilities and  advantages  than  the  line  through  Bel- 
levue. A  provisional  injunction  was  allowed.  A*- 
ter  the  allowance  of  the  injunction  the  Mad  River 
and  Lake  Erie  railroad  company  professed  to  abaj]- 
don  its  plan  of  changing  the  route,  and  the  officers 
of  said  road  commenced  an  organization  under  the 
Sandusky  city  and  Indiana  charter.  Respondent 
claimed  that  there  was  an  organization  under  this 
charter.  A  supplemental  bill  was  filed  by  com 
plainants  setting  up  that  said  organization  was  a 
mere  pretence.  Respondents  answered  that  they 
were  not  interested  in  building  this  road ;  but 
claimed  the  right  of  connection  tiierewitb. 

The  court  decided,  in  substance  as  follows :  The 
organization  of  a  company  must  be  bona  fide,  in 
order  to  render  the  proceedings  valid.  Is  there 
any  such  company  as  the  Sandusky  City  and  In- 
diana 1  The  alleged  company  was  organized  short- 
ly after  the  allowance  of  the  provisional  injunction. 
The  amount  of  its  bonds  was  $350,000,  but  only 


this  paid  up.  Stockholders  gave  their  notes  with 
out  interest,  and  do  not  appear  to  have  paid  them 
Tb«  trvMurtr  of  the  Mad  River  company  held  the 


the  notes  and  bonds,  and  advanced  the  means  ne- 
cessary for  the  company.  The  new  company  lease 
their  road  for  99  years  to  the  Mad  River  company 
with  the  privilege  of  renewal,  and  the  Mad  River 
company  are  to  pay  all  expenses. 

Here  is  evidently  a  device  to  evade  an  injunc- 
tion, by  colluding  with  the  nominal  company. 

The  complainants  are  entitled  to  a  decree : 

1st.  That  said  Mad  River  and  Lake  Frie  rail- 
road Co.  shall  not  change  the  location  of  the  main 
route  of  their  road  from  Tiflin  to  Bellevve. 

2nd.  That  said  Mad  River  and  Lake  Erie  rail- 
road company  shall  not  use  the  railroad  of  said 
Sandusky  city  and  Indiana  railroad  company  in 
any  way  either  by  connection  or  otherwise  as  a 
railroad,  except  for  the  purpose  of  gravelling  the 
road  of  the  said  Lake  Erie  and  Mad  River  rail- 
road company. 

3d.  That  said  Lake  Erie  and  Mad  River  rail- 
road company  shall  not  use  any  of  their  means  to- 
wards completing,  or  running  or  otherwise  using 
the  road  of  the  Sandusky  city  and  Indiana  rail- 
road company,  or  apply  their  means  towards  pay- 
ing their  bonds  in  the  leasu  in  the  pleadings  men- 
tioned, which  lease  is  hereby  declared  void,  or  any 
other  liabilities  of  the  Sandusky  and  Indiana  rail- 
road company. 

4th.  That  the  injunction  hereby  granted,  shall 
not  take  efiect  until  the  complainants  give  bonds 
and  security  in  the  sum  of  $10,000,  to  be  approved 
by  the  clerk  of  this  court,  and  that  this  cause  be 
reserved  on  the  motion  of  the  defendants  for  final 
decision  to  the  next  Supreme  Court  of  Ohio. 

The  above  mentioned  decision  of  Judge  Mc- 
Lean, was  rendered  in  the  case  of  Works,  vs.  the 
Junction  Railroad  company  and  Port  Clinton  rail- 
road company. 

It  was  on  application  for  an  injunction  to  res- 
train defendants  from  constructing  a  bridge  across 
Sandusky  bay,  for  the  purpose  of  a  projected  rail- 
road. 

The  complainant,  a  citizen  of  N.  Y.,  states  that 
he  owns  a  large  amount  of  real  estate  at  and  near 
Fremont,  on  the  Sandusky  River,  in  the  county 
of  Sandusky,  State  of  Ohio,  which  comprises  a 
Tannery,  half  of  a  Flouring  Mill,  a  Saw  Mill,  a 
store  and  Warehouse,  a  Wharf  and  Water  Lot ;  that 
the  Sandusky  River,  from  Fremont,  is  navigable 
for  steamboats,  schooners,  and  other  vessels,  and 
that  a  commerce  is  carried  on  from  Fremont  down 
the  river  and  bay  to  diffferent  ports  on  the  Lakes ; 
that  he  has  Plank  road  Stock,  which  pays  a  profit 
by  the  transportation  of  produce  to  and  from  Fre- 
mont ;  that  shipments  are  made  of  Flour  and  Lum- 
ber from  his  Mills,  and  Leather  from  his  Tannery, 
&c. 

He  represents  that  the  defendants  are  aboutcon- 
structing  a  railroad  from  Sandusky  city  to  Toledo, 
crossing  the  Sandusky  Bay  by  a  Bridge  on  a  line 
to  Port  Clinton,  in  Ottawa  county  ;  that  the  Bridge, 
if  made,  will  materially  obstruct  the  commerce  of 
the  Bay  to  his  individual  and  irreparable  injury  ; 
and  he  prays  for  an  injunction  to  restrain  the 
defendants  from  the  construction  of  their  proposed 
Bridge. 

The  "Junction  Railroad  Company"  answers,  that 
it  is  engaged  iu  building  a  railroad  between  Cleve 


851,000  stock  subscribed,  and  apparently  none  of  i^^^  j^^d  the  Maumee  River,  connecting  with  To- 


ledo, and  extending  from  that  city  to  the  West 
line  of  the  State,  under  various  Charters,  which 
MtboriM  them  to  proseeote  the  work. 


The  Port  Clinton  Railroad  Company  demurs 
generally  to  the  complainant's  bill,  and  answers 
denying  the  fraud  and  collusion  with  the  Junction 
Road,  as  charged  in  the  bill.  It  denies  that  it  has 
any  comiectiou  with  the  Junction  Road,  either  to  aid 
or  receive  aid  from  it,  and  there  seems  to  have  been 
produced  no  evidence  of  such  connection. 

The  navigableness  of  Sandusky  Bay  above  the 
proposed  Bridge,  and  also  of  the  Sandusky  River 
to  Fremont,  is  admitted  by  the  parties  and  the 
pleadings.  The  General  Government  has  recog- 
nized this  fact  by  making  Fremont  a  port  of  entry, 
and  the  State  of  Ohio,  by  appropriating  funds  in 
removing  certain  obstructions  in  the  Sandusky 
river. 

The  following  are  the  prominent  points  decided : 
1st.  The  Junction  Company  cannot  justify  their 
departure  from  the  route  to  Fremont  on  the  ground 
that  they  are  authorized  to  make  branches ;  for 
they  evidently  design  to  cross  the  Bay,  and  extend 
to  the  Maumee.  And  they  cannot,  by  their  Char- 
ter, extend  branches  from  one  county  to  another. 
The  Company  do  not  design,  hereafter,  to  make  a 
road  from  Fremont  to  the  Maumee, — such  a  road 
would  not  benefit  them.  The  Port  Clinton  road 
cannot,  in  any  way,  be  brought  within  the  char- 
ter of  the  Junction  Railroad,  and  said  charter,  by 
no  means  authorizes  the  Junction  Company  to 
construct  the  Bridge  in  question.  The  Port  Clin- 
ton Railroad  Company  was  duly  organized  under 
the  Act  of  May,  1862,  iu  October,  1862,— begin- 
ing  their  route  at  Sandusky  city,  and  extending  it 
by  Port  Clinton  over  Sandusky  Bay  to  Toledo. — 
Their  plan  of  a  bridge  for  crossing  the  Bay,  was 
submitted  to  the  Commissioner  and  approved  by 
him.  Although  the  Board  of  Public  Works  sub- 
sequently reversed  this  decision,  they,  in  so  doing, 
exercised  a  power  not  belonging  to  them,  and  that 
reversal  was  void. 

The  Junction  Railroad  Company  was  not  autho- 
rized to  construct  a  railroad  bridge  over  the  San- 
dusky Bay,  for  such  a  right  can  only  be  conferred 
by  the  sovereign  power,  by  a  special  or  a  general 
act,  like  that  under  which  the  Port  Clinton  Com- 
pany was  organized. 

The  approval  of  the  commissioner  cannot  be 
impugned  on  the  ground  that  Sandusky  Bay  is 
not  "a  public  work," — and  as  such  subject  to  his 
jurisdiction.  "The  acting  Commissioners"  it  is 
said,  "must  have  charge  of  the  public  works  where 
such  crossing  is  proposed,  and  where  there  are  no 
public  works  his  approval  cannot  be  given."  Ha- 
ving charge  of  the  public  works  where  such  cross- 
ing is  proposed,  only  means  that  such  place  shall 
be  within  the  jurisdiction  of  the  Commissioner. 

A  corporatiou  formed  under  this  general  law  is 
vested  with  all  the  ordinary  powers  to  accomplish 
the  purpose  intended.  It  may  appropriate  private 
property,  and  do  all  other  things  necessary  in  the 
construction  of  a  Railroad  The  general  act  is  as 
specific  in  its  details  of  the  right  and  duties  of  the 
Company,  a?  can  be  found  in  special  acts  of  incor- 
poration. The  Legislature  of  Ohio  has  been  cau- 
tious, as  all  other  Legislatures  have  been,  in  spe- 
cial acts  for  Bridges  and  railroads,  to  guard  against 
obstructions  to  navigable  waters.  And  the  twen- 
tieth section  of  the  General  Law  was  intended  to 
preserve  this  great  public  right.  The  plan  of  a  ' 
Bridge  over  any  navigable  water  must  be  approved 
by  the  Board  of  Public  Works,  or  by  the  acting 
GommiaiioDet'. 
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On  the  whole,  there  is  no  doubt  that  the  Port 
Clinton  Company  may  construct  a  bridge  over  the 
Sandusky  Bay,  provided  it  shall  not  obstruct  com- 
merce. 

4th.  The  public  right  consists  in  an  unobstruct- 
ed use  of  every  navigable  water  connecting  two  or 
more  States.  The  local  right  is  in  crossing  siich 
voters.  The  public  right  is  paramount  to  all 
States  authority ;  and  its  operation  in  this  case 
must  be  determined  by  the  evidence  submit- 
ted. 

The  draw  proposed  is  144  faet,  to  be  opened  and 
closed  by  a  central  pivot. 

The' testimony  upon  the  qeustion  of  obstruction 
to  navigation  being  very  nearly  balanced,  and  con- 
sequently neutralized,  the  Court  concluded  that 
the  present  was  not  a  case  to  grant  an  injunction 
agadnst  the  Port  Clinton  Company. 


SALE  OF  BOf^DS. 

Colnmbns,  Piqna  &  Indiana 

Railroad  Bonds. 

I  SHALL  sell  at  auction  on  Wednesday  the  8th 
June,  at  12*4  o'clock,  at  the  Merchants'  Ex 
change,  S300,006  7  per  cent.  Convertible  Bonds  of 
the  COLUMBUS,  PIQUA  AND  INDIANA  RAIL 
ROAD  of  Ohio,  being  the  balance  of  $600,000,  se- 
cured by  a  First  Mortgage  on  the  property  and 
franchises  of  the  company,  and  issued  for  the  pur- 
chase of  the  iron  for  the  road.  These  Bonds  are 
in  sums  of  SI  ,000  each;  they  mature  in  1862,  and 
bear  coupons  for  semi-annual  interest,  payable  at 
the  Ohio  Life  and  Trustcompanyinthis  city.  This 
railroad  extends  from  Columbus,  the  capital  of 
Ohio,  102  miles  westward  to  Union,  on  the  Indiana 
State  Line,  where  it  connects  with  the  Bellefon- 
taine  and  Indianapolis  railroad,  placing  it  in  full 
communication  with  all  the  railroads  branching 
from  rndianapolis  to  the  Ohio  and  Mississippi  riv- 
ers. At  Columbus  it  joins  with  the  Ohio  Central 
and  the  Steubenville  and  Indiana  railroads,  which, 
through  Wheeling  and  Pittsburg,  connect  with  the 
main  railways  to  Baltimore  and  Philadelphia, 
making  altogether  the  shortest  line  of  roads  that 
can  be  constructed  from  those  seaboard  points, 
through  Ohio,  to  the  Great  West. 

The  Counties  bordering  on  the  Columbus,  Piqua 
and  Indiana  railroad,  contain  176,000  inhabitants, 
with  taxable  property  amounting  to  over  S40, 000,- 
000.  They  are  rich,  even  for  Ohio,  in  railroad  traf- 
fic. 

The  cash  subscriptions  to  this  road  se- 
cured, and  nearlvall  paid  up  amount 

to .' S967,600 

The  First  Mortgage  Bonds 600,000 

The  Second  Mortgage  Bonds  have  been 
nearly  all  sold  at  and  over  90,  am't 
to 400,000 


$1,967,500 
which  will  cover  the  whole  cost  of  the  road,  being 
under  $19,000  per  mile. 

The  work  is  in  rapid  progress  of  completion — a 
section  of  twenty  miles  of  the  track  is  laid  down 
— 26  miles  more  are  being  laid  down,  and  will  be 
running  early  in  June.  The  rest  of  the  road  is 
nearly  ready  for  the  superstructure,  and  the  whole 
line  will  be  completed  during  this  year.  The  whole 
iron  for  the  track  is  purchased,  and  at  prices  far 
below  present  rates.  A  glance  at  the  map  will 
show  at  once  the  important  central  position  occu- 
pied by  this  road.  No  other  road  in  Ohio  will 
command  so  large  a  portion  of  the  through  traffic 
from  the  whole  seaboard  to  the  west.  New  York, 
Philadelphia  and  Baltimore  will  all  find  this  a  va- 
luable link  in  the  respective  avenues  which  lead 
from  the  Mississippi  to  these  cities.  The  prospects 
of  this  road  are  such  as  to  make  the  convertibility 
of  the  bonds  of  great  value  to  the  purchaser. 

SIMEON  DRAPER. 

Nnt  York,  Miy,  14»  1868. 


CAR,  LOCOMOTIVE,  AND  TENOER  SPRUNG 
•       MANUFACTORY. 

FBiijkDEi.FHiA,  Mar&i  1,  1852. 

We  beg  leave  to  present  the  following  Certificates  to  the  consideration  of  Railroad  Com* 

panics  and   Car  Builders,   for  the  quality  of  CAWU  I<OCO]llOTJiVE,  AMD 

TENDER  SPRINGS  manufactured  by  as.  il  M| 

At  the  same  time  we  would  inform  Railroad  Companies  and  Car  Builders  thit  we  hare  ex- 
tended our  works,  and  will  be  happy  to  execute  any  orders  for  S^eel  Springs  for  Cars,  Locoido- 
tives,  or  Tenders,  of  any  design  or  pattern  which  they  may  see  j  proper  to  intnist  to  us,  at  ths 
lowest  prices,  and  on  terms  which  will  prove  satisfactory.  |  "^  | 

From  our  long  experience  as  Spring  manufacturers,  we  are  eniabled  to  supply  Railroad  Com- 
panies with  Sprini^  Steel,  of  superior  quality,  converUd  from  Steede  SUel  Iron. 

The  iron  being  imported  direct  from  Stockholm  by  ourselves,  and  Converted  tnd  Rolled  wi- 
der our  supervision.  Yours  respectfully, 

JAMEB  JEFFRIEB  &  SON, 


RBAR  OF  OIRARD  HOUSE. 


Mnsss.  Jamis  Jirruvs  *  Son, 


namt*,  JW.  S7, 1832. 


0«ntl<>nien  :  In  rr>pl;  to  your  InqnliiM  m  to  the  character 
of  the  Sprlngt  fumieupd  bv  joxx  for  Locomotire  Rni^nrs  and 
Tfiiden,  I  takn  pleuure  (o  uiTliig  that  I  bare  found  thnn, 
both  In  material  and  workmaninlp,  luperlor  to  anything  elae 
of  thfl  Idnd  that  erer  came  under  my  notice.  I  Dare  occa> 
■tonally  tried  the  Springs  of  other  manufacturers,  but  In  teat- 
log  their  elasticity  and  atrength  with  the  apparatua  I  hare  for 
that  purpoMS  I  hare  found  none  combining  the  rrauiaitea  of 
a  good  aprtng,  riz.,  Ugbtneaa,  elasticity,  ana  durabuity,  in  so 
•mlnent  a  degree  as  yours. 

I  am  using  them  exclusiTely  under  the  Ensines  and  Ten- 
ders of  my  make,  and  can  safely  recommend  them  to  others. 
Youn  truly,         M.  W.  BALDWIN. 

Ctkt,  Pmn'a  RtO  Road  0*. 
PkiUaa,  F*.  2«,  1892. 
TUs  Is  to  certify,  that  James  JeifHes  St.  Son  manufactured 
aearly  all  of  the  Steel  Springs  used  on  the  Georeia  Rail  Road 
while  I  had  charge  of  that  work,  and  have  uao  fumuhed 
those  that  hare  lM>en  nsed  on  the  Pennfiylvania  Rail  Ruad. 
TTie  character  of  their  work  baa  always  given  entlm  sacisfac- 
tfoa,  and  I  cheerfully  recommend  their  Springs  to  the  patron- 
ag«  of  Rail  Road  Companies  and  Car  Builders. 

J.  EDOAR  THOMSON, 
Ot^f  Sngiiuer  mnd  Presidtnt  P»n»'»  KaU  Road  0». 


<  QIU4,  PkiTa,  Oermantown  4-  Iforristewn  R.  R. 
\  FeJtruarj  28,  1852. 


O. 


This  Is  to  certify,  that  I  hare  used  the  8tcel  Springs  mano- 
Isptarsd  by  Messrs.  Jas.  Jeffries  and  Son,  for  the  LoeomotiTea, 
Passenger,  and  Freight  Cars  of  the  above  Road,  during  the 
last  19  years,  and  have  always  found  them  good  and  efflcieDt 
Springs,  giving  general  eatisfaction.  R.  FRENCH. 

PkOadtlpItU,  rtk.  S3, 1859: 

This  is  to  certify,  that  we  have  used  Car  Springs  made  by 

James  Jeffries  St.  son,  for  the  period  of  twelve  years,  and  And 

them  a  very  superior  article,  so  much  so,  that  we  shall  always 

continue  to  use  them.        DUTILH,  HUMPHREYS  &  CO. 

Pr«pritlon  of  Union  Lint  of  Tran$.from  PkUa  to  Pixuburg 

PhiUuUlpkU,  Fok.  17,  1838. 
Mkssu.  J.  Jkffkies  &  Son, 

Gentlemen :  Wo  bare  been  using  your  Steel  Springs  under 
our  Cars  for  a  number  of  years,  they  have  given  entire  satis- 
faction, and  have  proved  themselves  superior  to  any  other 
that  we  have  used.  Their  good  qualities  should  commend 
them  to  any  who  have  need  of  an  article  so  difficult  to  obtain 
perfsct  Yours  truly,  HARRIS  Si.  LEECH, 

ProprUton  of  Ltedt's  TVans.  Lint  from  Phit*  to  Pitukwg. 

Richmond,  Jan.  0,  1859. 
BCassBS.  Jeffriics  &  Son  :  It  afford«i  me  pleasure  to  say, 
that  after  some  six  or  seven  years'  trial  of  your  Springs,  I  find 
them  superior  to  any  other  Springs  we  have  used  on  our 
road,  ana  are  so  well  satisfied  with  their  merits  as  to  contiaue 
the  use  of  them.         1  am,  very  respectfully  yours, 

THOMAS  SHARP, 
SupertntmdtHi  R.  P.  t,  P.  R.  R. 

<      OJke,  R.  If  P.  R.  R.  Co. 
\  Rickmmd,  Va.,  Jmn.  C,  1853. 
To  Mb.  Tbomas  Jkffbiks, 

Dear  Sir :  I  take  pleasure  to  stating  that  the  Springs  made 
by  the  Arm  of  which  you  -are  a  n)Pinb<3r,  and  which  I  have 
been  using  for  the  last  eight  years  on  Locomotives  and  Ten- 
ders, and,  also,  on  Pacsenser,  Freiirht,  and  Coal  Cars,  have 
given  the  utmost  s8tl«f«ction,  and  1  consider  ihem  superior 
to  any  I  have  received  from  otlier  establishments  during  the 
above  period,  and  shall  still  continue  to  send  you  our  orders 
for  an  we  may  want.  Very  respectfully  yours. 

THOMAS  DODAMEAD, 
Superintentlmt  R.  if  P.  R.  R. 

J  SHperintendtnft  OjfuM,  C.  R.  R. 

X    Savannah,  Oa.,  Jan.  21,  1852. 
This  win  certify,  that  Car  and  Locomotive  .Springs  made  by 
Ifessrs.  James  Jeffries  Sl  Son,  of  Philadelphia,  have  been  in 
UM  OB  this  road  ft>r  a  Dumber  of  vews,  and  have  given  entire 
^-w_  '  —   »!.  WaDUET, 


T 


Fl 


<  Q/uM,  foltrt^mf  R.  M.  O. 

\  Piurikurg.  Jan.  6.  1858. 
The  hosse  of  Jskaes  Jeffries  A  Son,  of  Philadelphia,  has 
made  us  a  good  maoy  Car  and  Engine  Springs,  and  I  tak« 
great  pleasure  in  ktating  that  they  have  always  turned  out 
well,  and  1  beUere,  their  work  can  not  be  surpasaed  by  aay 
In  the  coontzT.  ,  U.  D.  BiaO. 

I  '{  PrttUmi. 

C  Qt^  Sn^'t  T.  I(  M.  Pomr,  *.  Ck.  Jt.  X.  Os. 

\  CUrluUH,  Jan.  21.  1893. 

This  is  to  certify,  that  the  South  Carutna  Rail  Road  Com- 
pany have  for  a  nutnber  of  years  been  nifcig  the  Steel  Springs 
manufactured  by  Messrs.  J.  Jeffries  Si.  Son.  of  Philadelphia, 
for  their  Locomotive  Engines,  and  for  both  Passenger  and 
Freight  Cars,  and  1  take  pleasure  in  stating  that  they  have 
given  entire  satisfaction,  and  recommend  them  to  the  patron- 
age of  all  Rail  Roat  Companies  requiring  such  articles. 

J.  D.  PETCH. 
A^'t  TVms.  4r  Motive  Pmmt  So.  Co.  R.  R.  O. 

Pkiladelpkia.  FM.  S7,  18S8. 
This  Is  to  certify,  that  I  have  nsed  Spnngs  made  by  Janes 
Jeffries  St  Son  for  the  period  of  five  vean,  and  consi<&r  then 
equal,  if  not  superior  to  any  others  that  I  have  had  in  uae. 

JOUKPH  8.  LKWI8. 
Penntffieania  S[  Ok»o  Ltna. 


JOwrgia  Rail  Road, 
A^if^ima,  Ga.  Jan.  1,  18SQ 
To  whom  it  ooty  cooeem. — We  hava  used  Springs  manu- 
factured by  Messls.  James  Jeffries  and  Son,  for  the  Locomo- 
tives and  Cars  of  Our  road  for  the  last  taa  years,  and  have  no 
hesitation  In  recammending  them  as  baving  given  eenenl 
satlsfcstioii  >.  C.  ARMS, 

0»eral  Siv>trint*ndtnt. 

^  (  Macon  4f  Wttum  Rtdl  R»»d, 

i    Maeon,  Oa.,  Jan.  25,  18S8. 
MxssKS.  J.  Jkftbiks  &.  Son, 

Gentlemen  :  This  Company  has  for  sereral  years  pnrefaastd 
and  used,  under  Cars  and  Engines,  Steel  Springs  mattmiae- 
tnred  by  too.  VVe  have  also  purchased  from  other  mannfae- 
torers  and  noade  Springs  ourselves. 

Yours  have  given  entire  satisfaction,  and  have  proved  them- 
selves equal,  if^nst  superior  to  any  we  have  used.  Tlieir  ex- 
cellent qualities  should  commend  them  to  all  who  have  oeed 
of  aa  article  so  difficult  to  obtain  to  perffection. 

Yours,  very  respectfully,        EMERSON  FOOT!?, 
I  J  Snperinttadomt. 

Maeon,  ok,  January  H.  18S9. 
MzssBs.  Jamh  ixrFBixa  St  Son, 

Gentlemen  :  In  reply  to  your  inquiriea  In  reference  to  Steel 
Springs,  I  take  pleasure  in  saying,  that  I  have  been  in  the  way 
of  observing  Springs  io  use  on  Cars  and  Locomotives,  on  va- 
rious Rail  Roaoa,  for  seventeen  years  past,  mure  partiriilarly 
on  the  Central  Rkil  Road  of  Georgia  for  eight  years  past.  Mid 
during  said  seventeen  years  have  been  practically  acquainted 
with  your  noake  of  Springs,  and  1  have  no  hesitation  io  say 
Ing,  that  Tour  $prings  with  open  work  are  the  beat  Steel 
Springs  I  nave  eter  imed  or  seen  in  use. 

"•urt,  respectfully.        GEO.  W.  ADA  Ma 
SuperinundM  S.  W.  R.  K  af  Otargia. 

<  Tranm*.  Qfrt,  W.  ^A.  R.  R. 
\       jttUntic,  Jan.  31.  1845. 
Mcsaaa.  Jans  IIkftkikk  A  Son, 

Gentlemen ;  "^is  road  has  used  the  Springs  made  by  yonr 
firm  since  its  firlt  opening,  under  b<<h  Engine  and  Cars,  and 
they  have  given  entire  satisfaction  to  a|L 

V«j  respectfuUy,      j  WML  D.  FULTON, 

^   :  A  anparintendant. 

i  Montgomery  «r  WtM  Point  R  R.  Co. 

\  Montgommry,' AU.  Fti.  23.  1853. 
This  may  certify,  that  this  Company  have  t>een  for  year* 
using,  both  und*r  their  Engines  and  Cars,  Springs  from  the 
manufactory  o!'  James  Jeffries  &  Soa,  of  Philadelphia,  and 
are  so  well  satisfied  of  their  superiority  that  we  can  conhdent- 
ly  recommetrt  tem  to  all  eompanies  In  need  of  Springs. 

•AMUKt.  o.  ioffn. 


Tii-.     '    V^M  ^J 
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To  Railroad  Gontraetors. 

NEW  ORLEANS,  JACKSON  &  GREAT  NORTH- 
ERN RAILROAD. 
SEALED  PROPOSALS  will  be  receivcfUat  the 
Engineer's  Office,  (or  through  Post  Office)  in 
Aberdeen,  Miss.,  until  the  1st  day  of  July  next, 
for  the  Graduation,  Masonry  and  Bridging  of  fifty 
miles  of  that  portion  of  the  Second  Division  of  the 
New  Orleans,  Jackson  and  Groat  Northern  Rail- 
road extending  from  the  Tombigbee  River  (1)^ 
miles  north  of  Aberdeen)  to  the  Valley  of  the  Bc- 
sa  Chitto  Creek  (a  tributary  of  the  Rockanocka- 
my,  in  Chocktaw  County,  Miss. 

Plans  and  Profiles  will  be  ready  for  inspection 
on  and  after  the  twentieth  day  of  June ;  also  after 
said  time  the  character  and  magnitude  of  the  work 
can  be  fully  comprehended  by  passing  over  the 
line  and  reaiding  the  depth  of  cuts  and  height  of 
embankments  from  the  centre  stakes. 

Contractors  will  be  furnished  with  specifications 
and  blank  proposals  on  application  to  the  office. 

Testimonials  as  to  character  and  ability  as  Rail- 
road Contractors,  must  accompany  the  proposals 
from  all  persoas  or  parties  not  personally  known 
to  the  officers  of  the  comjiany.  v 

The  line  will  be  divided  into  sections  of  '^oout 
one  mile  each,  and  bids  will  be  receive-^  f^j.  ^jjg 
or  more,  or  the  whole.  '  ' 

There  is  about  13  mile;^  ^^j.  y^^^^^  g^^h 

work  m  crossmg  th^^  ^j^g^g  between  Trim  Cane 
Creek,  and  t^,g  n^j^^  waters  of  the  Bcsa  Chitto; 
^'b'ch  .^ing  all  in  an  elevated  and  healthy  locali- 
''.'j  presents  attractions  for  the  grading  Contractor. 
The  balance  of  the  distance  will  be  average  work. 
No  rock  of  any  importance  is  encountered  in  the 
whole  distance. 

The  Masonry  consists  chiefly  of  eleven  brick 
Culverts,  with  spans  varying  fVom  15  to  36  feet, 
and  Brick  Abutments  and  Piers  for  the  Tombigbee 
River  Bridge. 

For  further  particulars  apply  to  Geo.   H.  Hazle- 
hurst  Esq.,  Principal  Assistant  Engineer,  personal- 
ly or  by  letter, — directed  to  SnowsviUe  Post  Office, 
Choctaw  County,  Miss.,  or  to  the  undersigned. 
By  order  of  the  Board  of  Directors. 
JAS.  H.  GRANT,  Chief  Engineer. 

Engineer  Depaetment,  Aberdeen,  Mass. 


<ttiQ  nnn  nnn^^ANONTHEMORT- 

€)0,V/U17,UUU  GAGE  BONDS  OP  THE 
ILLINOIS  CENTRAL  RAILROAD  COMPANY. 

This  Company  will  receive  proposals  from  the 
10th  to  the  15th  day  of  June  next,  for  Three  Mill- 
ions of  Dollars  of  its  Construction  Bonds,  to  be  is- 
sued in  .sums  of  One  Thousand  and  Five  Hundred 
Dollars  each,  payable  at  the  office  of  the  Companv 
in  the  City  of  New  York,  on  the  Ist  day  of  April, 
1875,  with  coupons  attached  for  the  payment  of 
interest,  at  the  same  place,  semi-annually,  on  the 
Ist  of  April  and  Ist  of  October,  in  each  year,  at 
the  rate  of  7  per  cent,  per  annum. 

These  Bonds  are  secured  by  a  first  and  only 
mortgage  to  Trustees  of  the  whole  road  and 
branches,  704  miles  in  length,  and  of  two  millions 
of  acres  of  land  in  the  vicinity  of  the  road,  granted 
by  Congress  to  aid  in  its  construction. 

The  whole  road  is  under  contract,  and  a  large 
force  IS  now  employed  in  its  construction.  It  is 
expected  that  350  to  400  miles  will  be  completed 
by  the  1st  of  January  Ti^xt,  and  the  remainder  of 
the  entire  line  d-mg  the  year  1854.  About  72,- 
000  tons  n,  rails  will  be  required,  of  which  67,000 
^^^  vCere  contracted  for  at  the  low  rates  ruling 
one  year  since,  and  is  now  constantly  arriving  at 
New  York  and  New  Orleans. 

The  whole  amount  of  Bonds  which  can  be  issued 
under  the  mortgage  is  seventeen  millions  of  dol- 
lars, of  which  have  been  already  negotiated — 

London  loan,  6  per  cent  Bonds $6,000,000 

In  United  States,  and  on  iron  and  other 

contracts,  7  iter  cent  Bonds 6,786,000 


Reports  and  documents  showing  the  financial 
condition  of  thecompany,  the  progress  of  the  work, 
and  all  necessary  information  relative  to  its  affairs 
and  prospects,  may  be  obtained  on  application  to 
the  treasurer,  personally  or  by  letter. 

By  order  of  the  Board  of  Directors. 
ROBERT  SCHUYLER  Pres'tA 
DAVIDA.NEAL,  FiVf  Prcs'f.   ( 
W.  P.  BURRALL,  Treasurer,   !  Executive 
GEORGE  GRISWOLD,  f  Committee. 

MORRIS  KETCHUM,  I 

JONATHAN  STURGES.  J 

New  York,  April  14,  1853. 


Notice  to  Contractors. 

PHILADELPHL^,  EASTON  AND  WATER 
GAP  RAILROAD.— Proposals  will  be  receiv- 
ed until  noon,  MAY  26th,  for  the  Graduation  and 
Masonry  of  said  Railroad,  from  a  point  on  the 
Wissahiccon,  about  fourteen  miles  from  Philadel- 
phia, to  Hellertown,  a  distance  of  thirty-six  miles. 
Seventeen  miles  more  will  be  ready  for  contract 
in  a  short  time. 

The  part  now  offered,  includes  a  Tunnel  1800  ft. 
long,  and  a  large  amount  of  Earth  and  Rock  Work 
and  Masonry.  The  route  occupies  a  very  fertile 
and  healthy  country,  accessible  at  all  points.  The 
line  will  be  ready  for  examinattpn.  May  10th,  and 
the  Profiles,  and  Specifications,  and  forms  of  Pro- 
]>osals,  may  be  seen  at  the  Engineer's  Office,  No. 
88  South  FOURTH  Street,  Philadelphia,  after  May 
15th.  EDWARD  MILLER, 

Chief  Engineer. 

Railroad  Iron. 

QOOO  TONS  in  port  and  to  arrive  during  April 
iJx^^^J  and  May — weighing  &8  and  60  lbs. per  lin- 
emlyard,  of  excellent  patterns  and  of  Guest  and  Craw- 
sbsvs  best  make,  for  sale  on  favorable  terms  by 
'  DAVIS,  BROOKS  A  Co. 

28  Beaver  Stre«t,  New  Yorii. 
Mm  >-  10th. 


Wrought  Iron  Wheels ! 

ri-^HE  SUBSCRIBER,  Sole  Agent  in  the  United 
A.  Slates  for  the  Union  Foundry  in  England,  is 
prepared  to  take  orders  for,  andto  furnish  promptly 
moug/U  Iron  wleels  at  a  low  cost,  of  a  superior 
quality,  for  Railway  Cars.  These  wheels  are  ex- 
tensively used  in  England,  and  are  already  in  use 
on  several  important  railroads  in  America.  Sam- 
ples of  them  can  be  seen  at  24  Broadway,  New 
York,  and  9  Liberty  Square,  Boeton. 
4113  WM.  BAILEY  LANG. 


$10,785,000 

none  of  which  have  been  dispo.scd  of  at  less  than 
par. 

The  Company  will  give  to  each  subscriber  to 
this  loan,  whose  bid  shall  be  accepted,  the  right 
to  subscribe  for  three  shares  of  the  ultimate  capi- 
tal stock  of  the  Company  (170,000  shares  of  8100 
each)  for  each  Bond  of  $1,000  subscribed  and 
paid  far  by  him,  and  a  like  preportion  for  a  larger 
or  smaller  amount,  and  a  proper  Provisional  cer- 
tificate will  be  given  as  evidence  of  such  right  to 
subscribe  when  the  stock  shall  be  issued,  upon 
payment  of  such  instalment  as  may  be  required  by 
the  Directors,  not  exceeding  the  instalments  then 
called  in  from  other  stockholders,  which  probably 
will  not  exceed  $5  per  share. 

The  Company  reserve  the  right  to  redeem  any 
of  the  Bonds  at  any  time  before  maturity,  on  pay- 
ment of  the  amount  thereof,  with  20  per  cent  pre- 
mium and  any  accrued  interest. 

No  proposal  will  be  received  at  any  rates  less 
than  par,  and  the  company  reserves  the  right  to 
accept  proposals  for  all  or  any  portion  of  the 
amount. 

Ten  per  cent  of  the  amount  allotted  to  each  sub- 
scribor  will  be  required  on  notice  of  the  accept- 
ance of  his  proposals,  and  the  balance  as  called  for 
by  the  directors,  not  exceeding  ten  per  ct.  month- 
ly. Any  subscriber,  may,  however,  at  his  option 
pay  up  in  full,  and  receive  his  bonds  at  any  time. 
If  any  subscriber  whose  bid  is  accepted,  shall  pre- 
fer in  lieu  of  the  7  per  cent  bonds  hereby  offered, 
to  receive  six  per  cent  Bonds  of  the  same  charac- 
ter in  every  respect  as  those  issued  for  the  London 
Loan  of  $6,000,000  of  which  interest  and  principal 
will  be  payable  in  London  at  the  rate  of  four  shil- 
lings and  two  pence  sterling  to  the  dollar,  such 
bonds  will  be  issued,  but  in  such  case  the  subscriber 
will  be  required  to  pay  the  instalments  in  London 
at  the  same  rate,  to  wit :  £208,6ss  8d  for  each  bond 
of  $1000.  The  stock  appropriated  to  such  sub- 
scription will  be  also  registered  in  London  upon 
the  same  terms  and  conditions  as  that  now  regis- 
tered there,  if  preferred,  instalments  and  dividends 
thereon  being  payable  there  at  the  same  rate  of 
exchange. 

Interest  in  all  cases  will  be  adjusted  on  payment 
of  the  fin.'il  instalment. 

Proposals  will  be  received  by  W.  P.  BURRALL, 
Treasurer,  at  the  office  of  the  Company,  No.  60 
Wall  street.  New  York,  enclosed,  sealed  and  en- 
dorsed, "Proposals  for  Loan  of  3"8,000,000  of  Illin- 
ois Central  Railroad  Company.' 


Alden  J.  Hale, 

COUNSELLOR   AT  LAW,    NOTARY   PUBLIC, 
COM.MISSIONER  FOR  THK  DIFFERENT  STATES, 
TRINITY  BUILDING^ 
No.  Ill  BROADWAY,  NEW  YORK 

A.  J.  II.  will  attend  ti)  taking  Acktio\vlodgnu>nb<,  Depositions, 
Affidavits,  ptr.,  for  the  States  of  Maine,  Vermont,  New  Hamp- 
shire, MaA8arhu><ettj>,  Rhode  Island,  Connecticut,  Pennxylvaiiia, 
Ohio,  Indian.'),  Wisconsin,  Iowa.  Virginia,  Tennessee,  Alabama, 
South  Carolina,  Florida,  Texas.  .Miwisfippi,  Mixsouri,  Kentucky 
atKl  California  :  Loaning  Money  on  BoihI  and  Mortgage,  Nego- 
tiating Sales  of  Real  Estate  in  New  York  and  other  SUtes  ;  Ex- 
amining Titles  and  Drawing  Deeds.  Powers  of  Attorney,  and 
other  iostrumenta  in  writing. 

■^  Office  Hours,  from  9  A.  M.  to  5  P.  M. 


Cincinnati  Railroad  Ckair 
Manufactory.  '■  V;:   ^  ' 


THE  8ubscrilK>rs  are  prepared  to  make  to  order,  on  short  no- 
tice. Wrought  Iron  Railroad  Chairs,  in  any  quantity  tliat 
may  be  desired,  wliich  they  warrant  in  e\cr>-  particular. 

W.  U.  CLARK  i  CO., 
Cincinnati,  Ohio. 

Office  128  Vine  street,  (opposite  Burnet  House.) 

N.  York  and  A .  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commencing  Monday,  May  9,  1863. 


A 


TKiLINS  FROlt  NEW  YORK.        I         TiUlNS  TO  NEW  YORK. 
7  A.  M.— Accommodation  to  5.30  A.M.— Special,  from  Port 


New  Haven, 
8  A.  M.— Express  for  Boston, 
stopping  at  Stam- 
ford   and    Bridge- 
port. 

9.10  A.M.— Special     for 

Chester. 
11.30  A.M.— Accommodation  for 
New  Haven. 

3  00  P.M.— Express  for  New 
Haven,  stopping  at 
Stamford,  Xorwalk 
and  Bridgeport. 

4.00  P..>I.— Accommodation  for 
New  Uavea 

5.00  P.M. — Express  for  Boston, 
stopping  at  N.  Ha' 


Chester. 

5.00  A.M.— Commutation  from 
New  Havea 

6.15  A.M. — Accommodation  fin 
New  Haven. 
Port  8.15  A.M.— Accommodation  ftn 
New  Haven. 

9.86  A.M.— Express  fhxn  New 
Haven,  Stopping  at 
Bridgeport,  Nor- 
walk  and  Stamford. 

1-07  P.M.— Boston  Express, 
stopping  at  Bridge- 
port, Norwalk  aud 
Stamford. 

4.00  P.M.— Special,  fr«n  Port 
Chester. 


ven.  4.00  P.M.— AccommodatioD  fin 

Commutation  for  N.  New  Haven. 

Haven.  9.30  P.M.— Boston       Express, 

for    Port  stopping  at  Bridge- 

port,, Norwalk  aod 
I  Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  Sup't. 
.Ve»  Haveii,  May,  1863. 


6.35  P.M.- 


6.30  P.M.— Special 
Chester. 


Notice. 

OST  or  stolen  from  the  owners  in  London  a 
_i  package  containing  826,000,  ol"  7  per  cent 
convertible  Bonds  of  the  New  York  and  Erie  R.R. 
Co.,  redeemable  in  1862. 

Nos.  186,  916,  1,269,  1,376,  1,628,  1,634,  1,636, 
1,603,  1,727,  1,729,  1,436,  1,347,  2,064,  2,066,  2.- 
056,  2,606,  2,606,  2,607,  2,690,  2,694,  2,696,  2,- 
876,  3,294,  3,296  and  3,460.     $1,000  each. 

All  persons  are  hereby  cautioned  against  negoti- 
ating said  Bonds,  until  further  notice. 


2t.  p. 


Cammann  &>  Co.,  66  Wall  street. 
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Brass  Tubes  for  Locomotiye  & 
Marine  Boilers. 

THE  undersigned,  having  been  »ppointed  agent  for 
the  highly  respectable  manufacturers,  Messrs 
Allen,  Everett  &,  Son,  ot  Birmineham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  1  hcse 
Tubes  are  found  to  answer  well,  and  ure  now  in  most 
general  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out,  realize  about  half  the  amount 
lor  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HICKS. 
March  2d,  1853.  90  Beaver  sU 


Railroad  iron. 

THE  undersigned,  Agent  for  the  Manufacturers, 
is  prei>ared  to  contract  for  T  Rails,  of  the 
usual  pattern  and  weights,  to  be  delivered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  Metals  generally, 
through  the  medium  of  his  friends  in  London. 
For  terms,  apply  to 

JOHN  H.  HICKS, 
April  1, 1863.  90  Beaver  st. 


American  Railway  Agency, 

FOR  TUB  PURCHAjiE,  O.V  COMMISSION,  Of 
ALL  ARTICLES  REQUIRED  BY 

KAlLltOAD    COMPANIES. 

.        OfBce,  12  Farquhar  Buildings, 

Philadelpliia. 


Notiee  to  Contractors. 


a«s 


PROPOSALS  will  be  received  at  the  Office  of 
the  Fort  Wayne  and  Chicage  Railroad  Com- 
pany in  FORT  WAYNE,  until  noon  on  Friday,  the 
20th  of  May  next,  for  the  Bridging,  Grading,  and 
delivering  of  Cross-ties  for  said  Road. 

PLANS,  PROFILES  and  SPECIFICATIONS 
will  be  exhibited  at  the  OflSce  three  weeks  prior  to 
the  day  of  letting. 

This  line.  One  Hundred  and  Fifty  miles  long, 
embraces  much  heavy  work,  is  well  suited  for  pro- 
secution in  winter,  and  is  divided  into  sections  of 
from  one  to  six  miles  in  length,  and  may  be  bid 
for  singly,  or  for  the  entire  work. 

J.  R.  STRAUGHAN, 
Chief  Engineer. 


SHEFFIELD,  EIVG1.AIVD, 

Manufiicturem  of 

WARRANTED  Cast  Steel  of  superior  quality  for  Tools, 
Machinery  and  Engineering  purposes.  Sinyto  anO 
Doulile  Sliear,  Blister,  German,  Spring  and  Sheet  Steel  of  erefy 
description  ;  also.  Cast  Steel  Files  of  high  reputation,  ■peeiaU}' 
adapted  for  tbe  use  of  Macbinista,  and  Sairs  and  Sdie  Toola  oi 
all  kiDda. 


Corporat*  mark 


0HA9.  CONGRXyE,  Afnt, 
-  68  Maiden- lane.  New  Totk. 
Stocks  of  the  atwTo  goods  constantly  on  hand. 
January  12, 1853. 

To  Railroad  Co^s,  Locomotive 
Bniiders  and  Kng^ineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  bv  those  interested.  They  have  been  exten- 
idvely  used  on  Railroads,  Steamers  and  Stationary 
Boi'ers.  where,  from  their  accuracy,  simplicity,  and 
Hon -liability  to  derangement,  they  have  given  pertect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
•nly  reliable  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
Conaulting  Engineer,  64  Bnwdwmy. 


Hoole,  Stanifortli  &  Co., 

MINERVA   WORKS, 
SHEFFIFLD, 
Steel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ine  and  Machme  Files  ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description.  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stantly on  hand  by  RICHARD  MAKIN, 
Agent  for  (he  Manufacturers, 
43  24  Broadway. 


Pease  &  Murphy, 
FULTON    IRON    WORKS, 

rpOOT  of  Cherry  St.,  E.  R.    Office,  27  Coriears, 

6tf 


St. 


R.    Office,  27 
Manufacturers 


J.      corner  of  Cherry 
and  Murine  Engines. 
N.  B.     Ensines  and  Boilers  repaired 


Notice. 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
(Goldsmith's  Hall  to  that  convenient  btisiness  stand, 
the  new  Girard  building.  No.  50  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  its  branches,  in  a  superior 
maimer.  Having  the  best  artists  and  workmen 
employed,  he  can  freely  warrant  his  work  a.s  equal 
to  any  in  the  trade. 

Publishers,  civil  engineers,  machinists,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch. 

DAVID  CHILLAS, 
Apl  Im  50  South  Third  street. 


NEW  YORK 

Lubricating  Oil  Mannfactnrins  Co. 

12  BROADWAY, 

PROPRISTOBS  AND  MANUVACTUSERS  09 

DE  VLAfTS  PA  TBNTL  UBRICA  TING  OIL, 

rot  AXL  KIHOS  or  MACHIHBRT  AirO  KAILROADS. 

THIS  OIL  IS  now  extensively  used  on  the  principal  RailroA^ 
in  Peonsylvaoia,  New  York  and  N.  £.  Statea  It  runs  macU- 
nery  with  lew  fHction,  thereby  enabling  the  congunier  to  accom- 
plish more  with  the  same  motive  power,  and  save  their  machin»- 
ly  from  unneceesary  ware.  It  is  entirely  free  from  Gum,  and 
win  cleanse  and  destroy  all  old  Gum  that  has  accumulated  upon 
Slides  and  Journals,  by  the  use  ofbad  oa  It  will  wear  longer 
than  Spenn,  and  is  from  thirty  to  forty  cents  a  gaBon  elieuw. 
which  makes  a  (teat  saving  to  tbs  ooosumer. 
•pSOSm 

Traatwine  on  R.  R.  Cunres. 

By  John  C.  Trautwine,  Civil  Engineer, 
Philadelphia,  Pa. 

JUST  piiblished,  accompanied  by  a  Table  of  Nat- 
ural Sines  and  Tangents  to  single  minutes,  by 
means  of  which  all  the  necessary  calculations  may 
be  performed  in  the  field. 

This  little  volume  is>inteQded  as  a  field-book  foi 
assistants ;  and  will  be  found  extremely  useful,  as 
it  contains  full  instructions,  (with  wood  cuts)  for 
.aying  out,  and  adjusting  curves;  with  Tables  ol 
Angles,  Ordinates,  etc.,  for  Curves  varying  from  13 
miles,  down  to  146  feet  Radius. 

A  portable  Table  of  Natural  Sines  and  Tangents 
to  minutes,  has  for  a  longtime  been  a  desideralam 
among  Engineers,  independently  of  its  use  in  lay- 
ing out  curves. 

The  volume  is  neatly  got  up  in  duodecimo;  an. 
handsomely  bound  in  jpocket-book  form. 

Sold  by  Wm.  Hamilton,  Actuary  of  the  F>\  I'f- 
lin  Institute,  Philadelphia.    Price  SI. 

Also,  "  TVaulwine's  Method  of  Calculating  JSx- 
cavaiion  and  Enbankvient." 

By  this  method,  which  is  entirely  new,  (being 
now  made  known  tor  the  first  time)  the  cubic  c<m- 
tents  are  ascerUined  with  great  ease.  «ind  rapidity 
by  means  of  diagrams,  and  tables  of  level  cuttin«' 
Thin  ocuvo;  neady  half  bound,  «l.  For  saleby 
Wm.  Hamilton.  ^ 

Jane  38,  1851. 


States. 
INSTI- 
f-'u$e  at  the 


Fuiton  Car  Manafketory, 

CINCINNATI,  OHIO. 

GEORGE  KECK  would  respeciliilly  call  the  at- 
tention of  Railroad  Companies  in  the  West  and 
South  to  his  estabiishment  at  CinciniMiti.  His  facil- 
ities for  manufacturine  are  extensive,  and  tbe  meaos 
of  transportation  to  different  points  speedy  and  econ- 
omical. He  is  prepared  to  execute  \h  order,  on  short 
notice.  Eight-wheeled  Pasfcenger  Cart  of  the  most  su  - 
p«rior  description.  Open  and  Coveted  Freight  Car*i, 
Pour  or  Eight-wheel  Urank  and  LeVer  Hand  Cars, 
Trucks,  Wheels  atid  Axles,  and  Railroad  Work  gen- 
erally. 
Cincinnati,  Ohio,  February  9,  1853. 

£tua  Safety  Fvse. 

THIS  superior  article  fur  igniting:  tke  charge  in  wet 
or  dry  blasting,  made  with  DUPUNT'S  best  pow- 
der, is  kept  for  sale  at  the  office  and  depot  ot 

REYNOLDS  A  BROTHER,  i 

J^T'Sto'*  Manufaeturer;J^  , 

No.  86  Liberty  St.  I 

NEW  YORK. 
And  in  the  principal  cities  and  towns  in  tbe  U 
Spr  The  Premium    of  the  AMERICAN 
TUTE  W)>a  awarded  to  the  Etna  Sqf 
late  Fair  heldi  n  this  city.  ,  j 

Nov<.rl»«»r  i.    1H4M.  -      .      I  11  If  I 

Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON,       i 
orrsai  his  eksvicbs  poa  thk 

PURCHASE  AND  SALE  OF 

AMERICAN    SECURITIES, 

COLLEOTION  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  BTC,  I 

And  for  th<  Purchase  and  Inspection  of  , 

Raiiroaa  Iron,  Cliairs,  or 

anv  kind  of  Machinery. 

REFERENCES :  ' 

Messrs  Palmer,  McKillop,  Dent  dt  Co.,  London. 

"        George  Peab<jdy  A  Co.  London. 

"       Curtis,  Bouve  &  Co,  Boston. 
Richard  Irvin,  Esq.,  New  Y  ork.  ) 

Robert  Ralsioit,  Esq  ,  Philadeiphia. 
C.  C.  Jamiesoii.  Esq.,  Baliimor«.  38 

IcAUTION;     ~ 
India-nkbber  Car  Springes. 

AN  advertisement  having  lately  appeared  m  the 
public  papers,  signed  H.  H.  Day,  claimioiF  to 
have  received  Jr«m  the  American  Insutute,  the  pre- 
mium for  the  best  India-rubber  Car  Spring  '  the  sub- 
scribers think  it  well  for  the  satiaiaction  of  their 
triends  and  thosO  interested,  as  well  ss  for  tike  pur 
pose  of  exposing  false  statemenu,  to  pubnsh  the  fol- 
lowing Diploma,  lately  av>arded  to  F.  M.  RAY  th« 
mventor  of  the  Spring.  The  ori«i»al  of  which' can 
be  seen  at  the  office  of  the  company.  No.  104  Broad- 
way, New  Yorfc. 

Diploma— A v^arded  by  the  Amorican  Institute  to 
F.  M.  RAY,  for  the  best  India  rubber  Car  Spring. 
A  Gold  Medal  htving  been  before  awarded. 
Signed.        i         JAMES  TALLMADGK, 

PreaUent. 
N.  Msies,  iMording  Sec'y.  j 

Adonibam  CMAtroLCB,  Cor'g.  Sec'y.  ' 

New   YorA,  Oct.,  1861. 
New  England  Car  Sprlns  Co..  No. 
NewYorl.        ;  Ttt 


T^ 


•"•      i 


104  Broadway 


Contraet^rs. 


SEALED  PROPOSALS  wiU  be  received  at  the 
Engineer's  office  of  the  Lexington  and  Bie 
Sandy  Railroad,  in  Mt.  Sterling,  Ky.,  until  Aug 
10th,  at  sun  dotvn  for  the  graduaUon  and  masomr 
of  the  whole  of!  said  Raih-oad,  a  distanca  of  126 
miles.  Bids  wUl  be  received  for  auv  number  of 
sections,  the  cotopaLny  reserving  the  right  to  reject 
all  propositions,  if  none  are  satisfikitory. 

Propositions  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  rubs  through  some  *f  the  finest  por- 
tions of  the  SUte,  the  facilities  for  the  supplies  of 
every  kind  beihg  very  abundant. 

Plans  and  «p«cificatious  may  be  seen  at  the 
office  after  July  ii^ 

J.  B.  WESTBROOK,  Chief  Eagineer 
Portland,  A|rii  9, 1868.  ««iw«r. 


I ,  -« 
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PATENT 
Locomotive    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER  PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
saving  a  great  expense.  We  refer  to  Nashua  &  Lowell, 
Fall  Hiver,  Vt.  Vallev,  Vt.  and  Mass.,  Old  Colony, 
New  York  and  New  Haven,  Providence,  Hartford 
and  FishkiU,  Western,  Mass.,  New  York  and  Erie, 
Boston  aud  Worcester,  Connecticut  Biver.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
the  Machines  iu  use.  For  sale  by' 

BRIDGES  A  BROTHER,  Agts., 
64  Courtland  St.  J^.'ew  York. 
January  20,  1863. 

Notice  to  Contractors. 


^EALED  PROPOSALS  wiU  be  received  at  the 
O  office  of  the  Cliuton  line  railroad  company,  in 
Hudson,  Ohio,  until  the  20th  day  of  May  next,  for 
the  grading,  masonry,  bridging  and  superstructure 
of  their  entire  road,  from  Hudson  to  the  Pennsyl- 
vania state  line. 

Plans,  profiles,  and  specifications  will  be  exhib- 
ited, and  all  requisite  information  given,  at  the 
office  of  the  company,  in  Hudson,  on  and  afler  the 
10th  day  of  May  next. 

By  order  of  the  board  of  directors.  i 

H.  N.  DAY,  president.        ' 
W.  B.  BRINSMADE,  engineer. 

Hudson,  Marcit  29, 1853. 


Toledo,  Norwall£  and  Cleve- 
land Railroad. 

OPEN  through,  completing  the  laet  link  in  the  chain  of  Rail- 
roads between  New  York,  Boston,  Philadelphia,  fialtiniuro 
and  Washington  City  and  Chicago. 

The  only  route  by  which  the  dangers  of  Lake  Navigation  are 
entirely  avoided. 

The  quickest  and  best  route  between  New  York,  Boston  and 
Philadelphia  and  St.  Louis. 

On  and  after  Monday,  April  11, 
1853,  Passenger  Trains  will  rua 
daily  (Sundays  excepted)  as  foi- 

THRO0GH  TRAINS, 
Leave  Toledo  at  8.00  A.  M.  and  10.00  P.  M. 
Leave  Cleveland,  0.20  A.  M.  and   8.30  P.  M. 

BELLEVUB  TRAINS, 
Leave  Norwalk  for  Bellevue  at  8  A.  M. 
Leave  Bellevue  for  Cleveland  at  2  P.  M, 

Night  Trains  will  not  stop  at  Townsend,  Camden  or  Clyde,  ex- 
cept to  leave  Passengers. 

CONNECTING  DIRECTLY 

AT  TOLSDO— With  Trains  of  Michigan  Southern  Railroad  for 

Chk»go  and  the  West,  and  forming  a  line  in  connection  with 

the  Chksago  and  Rock  Island  Railroad  and  SteamerB  on  II- 

Bnois  River,  to  St  Louie. 

AT  BELLEVUE— With  Trains  of  Mad  River  and  Lake  Erie 

Road  for  Sandusky  City  Dayton,  Cincinnati,  etc. 
AT  MONROEVILLE— With  Sandusky    Mansfleld  anl  Newark 
Railroad,  for  Sandusky  City,   Shelby  Junction,  Columbus 
Newark  and  ZanesviUe. 
T  ORAf  TON— With  Cleveland,  Columbus  and  Cincinnati  road, 

for  Cleveland,  Shelby  Junction,  Columbus  and  CincinnatL 
T  CLEVELAND— With   Lake  Shore  Road,    lor  Pittsburgh, 
^Wheeling,  Philadelpliia,  Baltimore  and  Washington  City. 
m^~  Vreigiit  forwarded  prompUy  at  fair  rates. 

£.  B.  PHILLIPS,  Su] 
Superintendenfs  Cffice  T.,  N.  4-  C.  R.R.,  ( 
NoTwalk,  O.,  April  8, 1863.      5 
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Haliroad  Iron. 


THE  undersigned,  from  their  late  k)ng  engagements  with  om 
of  the  most  eminent  Houses  in  the  Iron  Trade  of  Greai 
Britain,  considering  themselves  well  qualified  to  assi^t  Railwaj 
Companies  and  others  in  making  jnirchascs  in  the  English  mar 
keta,  tender  their  services  free  of  any  charge  to  such  as  will  fa 
vor  them  with  communications,  either  pergonal  or  by  tetter 
Address  :     JOHN  H.  AUSTIN  &  CO., 

1  2  Ingram  Court, 

'  Fenchurch  street. 

May  2, 1861  London 


Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of^  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 
feet  per  rail.    Apply  to 

THOS.  CHAMBERS,  President, 
68  Beaver  st,  N.  Y., 
Or  to  the  Agents, 

CHOOTEAU.  MERLE  &  SANFORD, 
NO.  61  New  St.,  New  York. 
Sqrtember,  1860. 


The  American  Railroad  Chair 
Manufacturing^  Co. 

IN  POUGHKEEPSIK,  N.  Y., 


RE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  various  sizes,  at  short  no- 
tice. 

By  use  of  the  Wrought  Iron  Chair,  the  necessity 
of  the  wedge  is  entirely  done  away — the  lius  oi  the 
chair  being  set,  by  means  of  a  -sledge  or  hammer, 
close  and  firmly  to  the  flange  of  the  rail. 

The  less  thickness  of  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven — and  consequently  a  much  less 
liability  to  the  spreading  of  (he  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  of  Cast  Iron  Chairs. 

Our  Chairs  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  by 
machinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alike. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz: 

Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buflalo  and  Rochester,      Tioga,  " 

Vorthem,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
(Cennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further  information  address, 

N.  C.  TROWBRIDGE,  Secretary, 
Poughkeepsie,  N.  Y. 

January  1,  1853. 


BRroGEWATER  PAINT, 

FOR  WOOD,  BRICK  AND  IRON  BUILDINGS, 

Steam  and  Canal  Boats, 

OR 

For  aD  Muds  of  WoA  abore  and  under  water. 
PERFECTLY  SPARK  AND  CINDER  PROOF, 

On  Bmft  of  Hoaaes,  and  Decka  *of  Steamers,  Railroad  and 

other  Biidj^ 

Vorsaleki  BblB.,  800  and  400  lbs.,  and  Keca,  25,  60  and  100  Ibe. 

B.  BOOERT,  General  Agent, 

Ospot:  1»  Pearl  and  78  Beaver  ata.  New  Torib 


SIM£ON  DRAPER,  No.  46  Pine-et.,  offers  for  sale,  a  variety 
ol  RAILROAD  BONDS  and  STOCKS  ;  also  CITY,  TOWN 
iuid  COITNTY  UONDS,  auioug  which  are— 

iBt  Mortgage  Convertible  Bonds : 

PajfobU  in 
7  per  cL— Buffalo,  Coming  and  New  York 

R.  R New  York,  186T 

7  per  ct— Western  Vermont  R.  R "      1861-71 

7  per  ct. — Columbus,  Piqua  aud  Indiana.  .  .        "  1862 

7  per  ct.— Catawissu,  Willuuut>port  aud  Krie.        "  1867 

8  per  ct.— Poona  and  Oquawka "  1863 

6  per  ct. — Ma>'SviUo  and  Lexington "  1870 

6  per  cL — Dauphin  and  Susquehanna  Coal  Co.        "  1877 
1st  Mortgage  Bonds : 

7  per  ct.— Coming  &.  Blossburg. "  1873 

7  per  ct. —Buflalo  and  New  York  City "  1866 

7  per  ct.— Manstield   aud  Sandusky "  1860 

7  per  ct.— Toledo,  Norwalk  aud  Cleveland.  .  "  1801 

7  per  cL— Vermont  VaUey "  1861 

7  per  cu— New  Jersey  CenlraL "  1860-70 

7  per  ct, — Brunswick  Canal  Co "  1867 

7  per  cL— Troy  and  Bennington. Troy,  N.Y.  1862 

Also,  second  Mortgage  bonds  of  many  of  the  above  companies, 
and — 
7  per  cL— Saratoga  and  Washington  R.  £.New  York,  1862 

7  per  cU— Troy  and  Boston "  1864 

7  pet  ct— Muscogee  Railroad Savannah,  1862 

7  per  ct.— Uurou  aud  Oxlurd New  York,  1862 

10  per  ct— Mansfield  and  Sandusky  R.  R.  Co.        "      1866-67 
7  per  cC— Townsliip  of  Portland,  Ohio.  ...         "  1862 

7  per  ct. — City  of  Dayton,  Ohio,  guaranteed  by 

Mad  River  R.  R. "  1861 

10  per  ct.— City  of  Keokuk,  Iowa. Keokuk,  1863 

7  per  ct. — Town  of  Huron,  Erie  county,  Ohio.    Huron,    1861 

7  perct.— Town  of  Newark,  O New  York,  1860 

7  per  ct. — City  of  Sandusky,  convertible  into 

JuucUon  R.  R.  Stock. "  1866 

7  per  ct— suite  of  California. '<      1862-72 

7  per  ct — Mortgage    bonds  of  the  Atlantic 

^Steamship   Co "  1866 

12  per  ct— Impruvemeut  Scrip  of  the  State  <^ 
Wisconsin   for   improvement  of 

Fox  River "  1862 

Rutland  and  Whitehall  Stock,  with  guarantee  of  7  per  cent, 
dividend  by  Saratoga  aud  Washmgtou  Railroad. 
Stock  in  tlie  Western  Vermout  R.  R.  Co. 
Stock  in  the  Mad  River  R.  R.  Co. 
Stock  in  the  Uutlalo,  Cornmg  aud  New  York  R.  R.  Co. 
Stock  ui  the  Mauslield  and  Sandusky  R.  R.  Co. 
Stuck  in  the  New  York  and  Virgmia  Mail  Steamship 
Company,  payug  20  per  cent  dividends. 


To  Railroad  Companies,  Car 

Builders,  Maeiiinist^,  etc. 

SINGER,  HARTMAN  &  CO., 

SHEFFIELD  IRON  AND  STEEL  WORKS, 

PITTSBURG,  Pa. 

Warehouse  Nos.  119  Water,  and  140  Front  its. 

HAVING  completed  their  arrangements  for  man- 
ufacturing  Car  and  Locomotive  Axles,  Piston 
Rods,  Wrought  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  are  prepared  to  oUsr  inducements  as  to  qual- 
ity and  price.    They  also  manufacture 
Boiler  Plate  and  Rivets,  .;-  ^  - "  . 

Railroad  and  Boat  Spikes,  :  /    i*     / 

Car  and  Locomove  Springs,  V 

Spring  Steel, 
,    Solid  Box  Vices,  etc.,  etc.  16t7* 


The  Cold  Spring  Iron  Works 

INCORPORATED  IN  184& 

[N  the  Town  of  Otis,  County  Berkshire,  Maasachu- 
setts,  manufactures  CAR  AXLES,  and  all  kinds 
of  WROUGHT  IRON  used  in  the  manuiacture  of 
LOCOMOTIVES  and  CaRS  ;  also,  BAR  lROl\  of 
all  descriptions.  Particular  attention  is  paid  to  the 
manulaciiue  of  CAR  AXLES,  and  the  Works  being 
situated  in  a  region  of  WOOD  and  CHARCOAL, 
with  which  their  Axles  are  exclusively  made,  the  Com- 
pany feel  confident  they  can  fumisU  an  article  equal, 
if  not  superior,  in  quality  and  finish  to  any  in  the 
market.  They  sohcit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUILDERS,  and  pro- 
mise they  stiall  be  promptly  attenued  to :  and  execut- 
ed on  terms  as  advantageous  at  can  be  had  elsewhere. 

Thev  refer  to^ 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 

roadj  Salem,  Mass. 
A.  T.  Peirce,  Esq.,  Csr  Builder,  Norwich,  Conn. 
E.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Riv- 
er and  Lake  Erie  Railroad,  Sandusky  City,  Onio. 
W.  W.  Weiherell,  Car  Builder,  "  " 

Address  HENRV  MELLUS,  Agent, 

Boston,  Mass. 
or,  GEO.  W  PRESCOTT,  Sup't, 
Oiisti,  Mass. 
November  12,  186. >. 


Anthracite  and  Cbarcoal  Pig 
lion. 

800  Tons  No.  1  Glendttn  Anthracite  Pig  Iron. 

1000      "    No.  2  "  "  •• 

1000      ••    Forge  "  "  " 

200      "    No.  1  Stockbridge  Charcoal    '< 

100      "    No.  2  "  ••  " 

600      "    Forge  Katahdin         <•  " 

For  sale  by 

GEORGE  W.  A.  WILLIAMS, 
6  Liberty  Square,  Boston. 
December  11,  1862.  3m 


FOR  SALE. 

f  pWO  Sixty  Horse  Power  Beam  Engines,  with 

X    eight    boilers,  suitable  tor    Blast    Furnace, 

Pumping,  or  Mining;  lormerly  used  by  the  State 

of  Pennsylvania  on  the  Schuylkill  inclined  Plane, 

near  Philadelphia,  (where  they  may  now  be  seen.) 

Apply  to  A.  &  P.  ROBERTS, 

No.  801  Walnut  Street,  Philadelplua. 
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Notice  to  Contractors. 

Mississippi  and  AtiaQtic  Railroad,  from  Terre 
Uaute  10  Si.  Lguis  L^tiiDg. — Sealed  propo- 
salt*,  will  be  received  at  the  office  of  the  Cumpany, 
either  at  Terre  Uaute  Indianai  or  Marshall,  Illi- 
nois, uuiil  aad  on  t^e'  1 5th  day  of  May,  1853,  at 
sundown,  for  the  grading  and  masonry  Irom  Terre 
Haute,  Indiana,  to  Pocahontas.  Illinois,  (124  miles) 
and  lor  the  bridge  across  the  Wabash  River. 

Propositions  win  also  be  received  until  and  on  the 
15th  aay  of  June_  1053,  at  sundown,  atfilher  of  the 
above  named  offices,  for  the  grading  and  masonry 
Irom  Pocahontas  ^q  Caseyviile,  (30  miles.) 

Proposals  Will  be  preferred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  be  re- 
ceived and  C0|j8ide,e(i  lor  sections  of  ten,  fifteen  and 
twenty  miles. 

1  he  Company  reserves  the  right  to  accept  of 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  of  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 

Pronjes  and  specifications  can  be  seen  at  the  of- 
fice in  Terre  Haute  for  two  weeks  previous  to  the 
letting.  John  Brough,  Presiaent. 

S.  DwiGHT  Eaton,  Engineer. 

Terre  Haute,  Ind.,  March  1.  1853. 


Engineering;. 

THE  TJDdersiKned  is  prepared  to  ftimlsh  Specifications  Esti- 
mates and  Plans,  in  general  or  detail,  of  Steamsbipe,  Steam- 
boats, Propellers,  Hi^ii  and  Low  Pressure  Engines,  Boilers,  Mill 
Workj  etc.,  etc.  Particular  attention  given  to  the  procuring  and 
Bupenntendiiig  of  Locomotives,  Tenders,  Cars,  and  Bailway  Ma- 
chinery of  every  descriptioa 

General  Agent  Ashcron's  Steam  Gauge,  Allen  Sc  Noyes'  Me- 
tallic Self-adjusting  Conical  Packing,  Dudgeon's  Hydraulic  Jack, 
SewalTs  Salinometers  etc.,  etc,  etc. 

Acts  aa  Agent  for  the  purchase  or  sale  of;  and  has  always  on 
hand,  Steamers,  Locomotives,  Engines,  Boilers,  Machinery,  etc. 


lylT 


CHAa  W.  COPELAND," 
ConauUing  Knginur, 
64  Broadway,  N.  Y. 


Kriipp^s 
BEST  CAST  STEEL. 

Which  obtained  the  Cou.kMI  Mo<laI  at  the  London  Exhibition  in 
185L 
Warranted  unapproachable  as  to  Quality  and  Size. 
pLATERS  ami  other  Cast-Steel  Rollers,  of  any  dimerous 
J.     not  exc^ing  sm  f,«t  long  by  eighteen  inches  diameter        ' 
Piston  Rods  and  Shaa«  for  Steam  Engines 
Railway  and  other  Axles,  Cranks,  Springs  and  Twea. 
Cannon,  Rifle  and  Gun  Barrels. 
Mint  and  other  Rolling  Mills 

—Particularly  applicable  for- 
ked" R^I^  Trrjisfer  Rollers  and  Plates  ;  Die^inken.',  Tool-ma 
kers.  Reed  and  Lace  Makers'  use  ;  Dredging  Chains,  etc    etT 
Manutactui«d  at  Essen,  in  Rlienisi  Pruslia,  by  FrTed   kSotp 

.n.J^*^'*'        'THOMAS  PROSSKR&  SON, 

"f*"  28  Piatt  street,  New  York 


RAILROAD  IRON. 

THE  Cambria  Iron  Company  are  now  prepared  to  contract 
for  Rails  for  fliture  deUverj-,  at  their  Works,  Johnstown, 
Penn,  or  upon  the  Allegheny  River  at  Pittsburg  or  Freeport 
M     o  vSaS'  •'<'*'"«town.  Pena,  and  46  Pine  st,  New  York. 


Railroad  Iron. 

^nnn  """^^^  superior   quality,  deUverj-  tmtn    April  for- 
*J\J\J\J  ward,  with  6  to  600  tons  per  month,  for  sale  by 
,^  NAYLOR  &  CO., 

Utr  99  A  101  John  street 


'  :     Wm*  Swinbnme, 

LOCOMOTIVE  ENGINE  BUILDElL  Paterson, 
N.  J  ,  is  prepared  to  execute  orders  for  Freight 
and  Passenger  Engines ;  also.  Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improTemenui,  etc.  6tf 

LITHOORAPHT. 

PTBtrSHERS,  Civil  Engineers,  Machiniata,  and  othen  re- 
quiring Lithographs,  plain  or  in  colors,  can  depend  on  the 
h'gli  finish  of  their  designs,  tAoag  with  promptness  and  dispatch. 

DAVID  CHILLA8, 
,.     ,  .     60  South  3rd  Street 
>lay  Ist,  1853. -  '  -     Philadelphia. 

Dndley  B.  Fuller  &  Co., 

IRON  COMMISSION   MERCHANTS, 

Wo.  139  GREENWICH  STREET. 
VBW  YORK, 


Blake  &  Parkin, 

MEADOW  STEEL.  WORKS, 

SUEFFIELD, 

unrurroRB  or 

CORE-ANNEALED  CAST  STEEL, 

A  most  Important  Improvement  in  CAST  STEEL, 
originating  with  B.  &  P.,  for  SCREW  TAPS,  PIS- 
nON  RODS,  ENGRAVERS  to  CALICO  PRINT- 
ERS, SILVER  and  GOLD  ROLLERS,  etc..  etc  , 
warianted  to  harden  by  ordinary  process  withont 
breaking,  being  soft  in  the  centre  to  any  required  dia- 
ameter,  and  hard  to  any  specified  depth  from  the  out- 
side. 

HARD  CENTRE  CAST  STEEL, 
"or  DIES,  LATHE  CENTRES,  MINT  PUR- 
POSES, etc.,  etc.,  warranted  to  harden  the  Inside 
without  breaking,  (the  outside  remedning  soft) 
HARD  AND  SOFT  SURFACE  CAST  STEEL, 
In  Bars  and  Sheets,  hard  on  one  or  botli  sides,  and 
soft  in  the  centre ;  or  soft  on  one  or  both  sides^  and 
hard  in  the  centre,  and  adapted  for  a  variety  of  pur- 
poses, as  MACHINE  K'N'IVES.  SLIDE  BARS, 
PLOW  KNIVES,  PLANINGKNIVES,  ROLLER 
BARS  for  Beating  Engines  f«>r  Paper  MaJcers,  etc. 

X^  This  peculiar  Steel  is  quite  SOLID,  and  it  is 
quite  malleable,  and  draws  down  under  the  Hammer, 
still  retaining  the  difference  of  hardness.  When  hard- 
ened, the  hard  part  is  left  very  hard,  while  the  soft  is 
left  just  harder  than  common  iron. 

THE  REPORT  OF  THE  JTRY  OF  THE 

"EXHIBITION  OF  ALL  NATIONS." 
Class  21,  Page  486: 
"  The  attention  of  the  Jury  was  particularly  called 
to  one  novelty  exhibited  by  Messrs.  BLAKE  &  PAR- 
KIN, of  SHEFFIELD,  consisting  of  the  union  ol 
Tico  qualities  of  Cast  Steel,  hard  and  »qft,  in  the  same 
article;  manufactured  with  much  skill,  they  have  no 
reason  to  doubt  that  the  process  is  peculiar  to  the 
Exhibitors." 

A  PRIZE  MEDAL  WAS 

AWAR.DED   TO 

MESSRS.  BLAKE  &  PARKIN. 

N.  B. —  T>ie  Inventors  mark  all  their  Goods  with 
their  CoapoEATK  Mark— X.  L.  ENT. 

Also,  Cast  Sieel,  Grerman  and  Spring  Steel,  war- 
ranted Cast  Steel  Files,  Saws,  etc. 

GEO.  SANDERSON, 
248  Pea.lst.,  N.  Y. 
February  9, 1863. 

New  Works  on  Civil  Engineering. 

THE  Field  Practice  of  laying  out  Circular  Curves  fi)r  Rail- 
roads.—By  John  C.  Tkictwinb,  Civil  Engineer— 2nd  c<li- 
tion  in  pocket-book  form. 

A  new  and  rapid  method  of  Calculating  the  Cubic  Contents  of 
Excavations  and  Embankments,  by  the  aid  of  Diagrams. — By 
John  C.  Trautwine,  Civil  Engineer — with  10  Copper  Plates. 

Price  One  Dollar  each— postage  on  the  Curves  Three  Cents— 
and  on  the  Excavatiooa  and  Eml>ankmpntji,  Six  Cents. 

For  sale  by  WILLIAM  HAMILTON, 

Hall  of  the  Franklin  Institute, 
May  4, 185a  Philadelphia. 


Railroad  Iron. 

H^^^^  TONS  Best  Stafibrdshire  Rails  for 
^^\M%M\9  sale  on  early  delivery  in  Liverpool 
by 


12tf 


NAYLOR  &  CO. 
99  John  street. 


To  Snryeyors  and  Enslneers. 

A  MAN  of  science,  and  thoroughly  acquainted 
with  surveying  and  civil  engineering,  wishes 
a  situation  with  some  good  practical  engineer. 
Address  "  H.  W.,"  this  office.  3*12 


Iron  for  Maeliinists.       .i 

THE  SUBSCRIBERS,  '! 

IMPORTERS  AND   DEALERS  IN 
IRON  AND  STEEL, 

HAVE  constantly  on  hand  a  good  assortment  of 
Iron  and  Steel,  expressly  adapted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS, 

AND   MACHINISTS    GENERALLY. 
ELLIOTT  &  HOLDEN, 

Feb.  16,  1883.  90  Keekman  st ,  N  Y. 


Fire  Bricks. 

SCOTCH  Patent— for  sale  in  lou  to  suit  purchas- 
ers, by  6.  O.  ROBERTSON, 
136  Water  street,  comer  of  Pine, 
Novembtt  19, 1812.  New  York, 


CQ/^^n  nAn  PERU  and  LNDIANAPO- 
%>0\J\Jj\J\/\J  LIS  RAILROAD  FIRST 
MORTGAGE  CONVERTIBLE  SEVBN  PER  CENT 
BONDS. 

We  offer  for  sali,  at  reasonable  rates,  $800,000 
of  the  7  per  cent  Ist  Mortgage  Convertible  Bonds 
of  the  Peru  and  IndianapoiivS  Railroad  Company, 

Forty  miles  of  this  road,  lying  between  Indiao- 
apolis  and  Tipton,  is  now  completed  and  in  opera- 
tion. The  Madison  Road  operates  the  same.  The 
residue  of  the  lin«  to  Peru,  32  miles,  will  be  com- 
pleted and  in  operation  by  the  Ist  of  November 
next. 

The  entire  Boad  will  cost,  when  tenqtleted  and 
equipped,  about  $1,200,000.  j 

The  available  stock  subscription  is  829,000. 
The  mortgage  debt  is  butS600,00Uin  all,  the  above 
being  a  part  ihetcof.  The  Road  owes  no  other 
debt. 

This  Road  is  advantageously  loaated,  connect- 
ing at  Indianapolis  with  the  Miilison  road  (of 
which  it  is  a  diredt  extension  northwardly)  and  the 
other  roads  there  centering. 

At  Peru  it  connects  or  intersects  with  the  Wa- 
bash and  Erie  CAnal,  and  it  will  Shortly  be  ex- 
tended to  the  Eon  Wayne  and  Chicago  Road  at 
Warsaw.  I  •  T 

It  traverses  a  region  of  great  feritility  and  pro- 
ductiveness, havKg  no  other  outlet  to  a  market. 
Its  local  business  alone,  will,  it  is  thought,  yield  a 
handsome  support. 

Pamphlet  exhibits,  with  maps  (^  the  work,  and 
any  other  more  (detailed  informatioti  desired,  will 
be  furnished  on  lipplication  to  the  subscribers. — 
New  York,  April  7,  1853. 

W1N8L0W,  Lanier  &  Co.,  Sb.  52  WaU-st. 

To  Contractors. 


PROPOSALS  twHl  be  received  at  the  Engineers' 
Office  of  the  Cleveland  and  Mahoning  Rail- 
road Company,  iii  Warren,  Trumbull  County,  Ohio, 
until  Tuesday,  May  17th,  1863,  for  the  Grading 
aud  Masonry  of  about  Fifteen  Mil«s  of  said  Road, 
from  Warren  to  Voungstown.  Th*  line  runs  along 
side  or  within  light  of  the  State  road,  and  the 
Pennsylvania  anid  Ohio  Canal,  the  whole  distance. 

Plans  and  Specifications  are  no"w  ready  for  in- 
spection at  the  (kflace  in  Warren. 

Estimates  will  be  made  monthly,  aud  payments 
in  cash.  \ 

By  order  of  the  Board  of  Diredtors.  ' 
EDWAiLD  WARNER,  Oief  Engineer. 

Aew  Ydrk  and  Erie  U.  R. 

PASSENGER  TRAINS  - ' 

leave  Pi^r  foot  of  Duaoe  street, 
is  ft)Uow«,  viz  :  — 

BCFFALO  ExPREte,  at  6  a.  m.  for  Buffilo  direct,  o\er  the  N. 
Y.  and  E.  R.  R.,  au|  the  BuSalo  and  N.  Y.  City  K.  R.,  witbout 
chanji^  <*f  baygai^  ^r  cars. 

Chicago  ExpRE^ij,  at  6  a.m.  for  Dunkirk.  '     j 

Day  EXPRES.S,  at  7  u.ni.,  for  Dunkirk.  ' 

Mail,  at  9  a.m.  fit  Dunkirk,  and  all  inteRiiudiate  statioos. 
I^Way,  at  3.30  p.nii  for  Delaware  aixl  all  iatermediate  statiom. 

Night  Expsrss,  at  6  p.  m.  fcir  Dunkirk  and  BuflUo. 

Emigrast,  at  7.4i  p.m.  for  Dunkirk  and  all  iiitennediate  au- 
»tio(i». 

The  Expresii  Tniite  coooect  at  Dunkirk  "w-ith  the  Lake  Shore 
Railroad  for  Cleveland,  and  thence  direct  to  OtacuMti  -  atoo. 
i:<aiidui>k}',  Toledo,  Monroe,  Chk:aj^  and  {^t.  LoA  ■  aiKt!  witk 
tin^t  class  sjtieoUid  H^eamera  for  Ctevefauxi,  Toledo  and  Detitiit. 
j CHA.S.  MINOT,  Sup-t. 

Superior  Cast  Iron   Gas  and 
Water  Pipes. 

THE  Subscri^r  is  prepared  to  contract  for  the  sap- 
ply  of  CAST  IRON  PIPES  required  by  Gas*  or 
Water  Companiss,  Corporauons,  etc.,  delivered  io  any 
Seaport  in  the  Union,  on  reasonoble  terms.    These 
Pipes  are  cast  on  the  most  approved  principle  by  the 
best  Founders  in  Scotland,  from  a  superior  quality 
of  Pig  Iron  remelted,  are  guaranteed  to  resist  a  pres- 
sure of  300  lbs.  to  the  square  inch,  or  greater  if  neces- 
sary, and  to  be  soft  enough  to  drill  easily  and  freely. 
Pull  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  iiaing  the  Pipes,  caa 
be  obtained  on  application  to  the  A^ent  in  New  York. 
WILLIAM  KOY,  Junr., 
J       j       21  Renfidd  St.,  Glasgow, 
r    !  Scotland. 

J.  M.  EADIE,  Aceot, 

26  Frafit  m^  N«w  T«dtJ  ^W    . 
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AMSimCAK   RAILROAD    JOVRlTAL. 


CARHART'S    IMPROVED    TURNTABLE. 


CIJ3 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly 81,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  toj 
confer  with  the  subscriber  for  further  particulars,! 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Eneineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.J.  Conover,  Elsq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  eearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio, 

February  14,  1853. 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  tor  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANu,  9  Liberty  Square,  Boston,  and  24  Broadway, 


New  Tork. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchasing  Rich 
ardion's  Patent  Oil  Cups,  or  therigtit  to  use  the  same, 
except  of  the  undersigned,  Proprietor  of  the  Patent, 
or  of^iome  one  acting  under  his  authority.  Commu- 
Bicaiiona  addressed  to  him  at  Westminster,  Vt.,  will 
oe  promptly  attendad  to.  S.  DbWOLP,  Jr. 

Oci.  %  IttX        ly* 


^ 


To  Sng^ineers,  Arcliitects  and 
Draug^htsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  professions,  that  he  has  con- 
stantly on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb  9  1863.  3l5  Broadway,  N.  Y. 


Oxford  Fomace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant 
ly  on  hand  for  sale,  every  variety  and  size  of  Rail- 
road wheels  made  from  the  celebrated  ©xtord  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford  Furnace  P.  O.,  will  be  attend**!  to  promptly. 
Sept.  11, 1862.       ly* 


IRON. 
Pierson  &  Co., 

24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  of 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
nfianufacturedfor  LOCOMOTIVE  and  CAR  BUILD- 
ERS, and  RAILROAD  MACHINE  SHOPS  ;  also, 
Boiler  Plates  aad  Rivets,  Sheet,  Cast  and  Spring 
^teeL 

Locomotive  Cranks,  Axles,  Tires  and  Tire  Bars,  of 
he  B.  O.  LOWMOOR,  and  other  approved  makes, 
mported  to  order  on  the  most  favorable  terms. 

Vtinuy  li  16(3. 


■*'*■■*  j«ri  •      -"     -   ~ 
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CovlBgton  and  I<«zingtoii  Rallroad< 

We  give  in  our  present  number  the  recent  exhi- 
bit published  by  this  Company,  to  which  we  invite 
attention. 

As  far  as  Cincinnati,  the  great  city  of  the 
Ohio,  iscoDcemed,  the  road  holds  the  key  to  the 
trade,  not  only  of  Kentucky,  but  of  a  very  con- 
siderable portion  of  the  States  lying  to  the  South. 
It  will  also  form  the  principal  link  between  the 
most  important  point  on  the  Ohio  River  and  the 
Gulf  of  Mexico,  and  the  South  Atlantic  coast,  by 
a  line  coinciding  with  the  convenient  route  of  trav- 
el, between  those  widely  separated  portions  of  the 
Union.  ,..:;.-  -V  •"'' 

Lexington,  its  southern  terminus,  is  surrounded 
by  what  is  termed  the  gardenof  Kentucky,  which 
is  probably  exceeded  by  no  portion  of  the  west, 
either  in  the  quality  or  careful  cultivation  of  ita 
soil,  nor  in  the  extent  of  production.  The  State 
had  1,000,000  inhabitants  in  1860,  and  is  rapidly 
gaining  in  population.  It  has  an  equal  area 
with  Ohio,  and  with  an  equal  amount  expended  in 
works  of  improvement,  there  is  no  reason  why  it 
should  not  number  an  equal  population.  Lexing> 
ton  is  destined  to  be  the  focus  of  numerous  lines 
of  railroads,  radiating  toward  every  part  of  the 
State.  At  this  point  must  concentrate  a  very  large 
amount  of  business,  which,  as  far  as  the  Cincinna- 
it  auurket  is  concerned,  must  be  be  thrown  upon 


the  Covington  and  Lexington  road.  There  can  be 
no  doubt  that  this  road,  as  soon  as  it  is  opened, 
must  command  an  amount  of  business  from  local 
traffic  alone  equal  to  the  capacity  of  a  first-class 
work.  It  has  a  very  considerable  portion  of  the 
best  part  of  this  great  State,  from  which  to  draw 
itfi  business. 

The  lines  of  road  now  in  progress  and  comple- 
tion, will  add  vastly  to  this  area.  Already  the 
work  of  construction  on  the  Lexington  and  Dan- 
ville has  commenced,  with  ample  means  to  secure 
its  early  completion.  From  this  point  surveys  are 
now  going  on  for  lines  of  roads  in  the  direction  of 
Knoxville  and  Nashville  Tennessee,  and  Hnntsville 
Alabama,  which  last  is  to  be  extended  firstto  Sel- 
ma  on  the  Alabama  River,  and  eventually  to  Mo- 
bile. The  first  of  these  projects  will  realize  the 
scheme  for  a  railroad  from  Cincinnati  to  Charles- 
ton, S.  C,  which  excited  so  much  interest,  and  up- 
on which  a  large  sum  of  money  was  expended  on 
surveys  some  fifteen  years  since.  Only  a  short 
link  is  now  to  be  provided  for  to  complete  this 
grand  chain  of  railroad,  900  miles. 

Measures  are  also  in  progress  for  the  construc- 
tion of  a  railroad  from  Danville  to  Nashville. — 
From  the  latter  city  railroads  are  in  progress  with 
ample  means  provided  for  their  construction,  to 
New  Orleans  and  Mobile.  For  the  third  Southern 
extension  through  Central  Tennessee,  means  are, 
so  far  provided  as  to  warrant  the  belief  that  its 
construction  will  be  immediately  commenced. — 
Of  the  early  construction  of  the  three  lines  radia- 
ting from  Danville,  there  can  be  no  doubt.  Inde- 
pendent of  the  local  feeling  in  their  favor,  is  the 
necessity  everywhere  felt  for  their  construct'n.  They 
will  be  sure  to  enlist  foreign  aid  in  their  favor  as 
soon  as  they  can  be  reached  by  works  now  in  pro- 
gress. 

What  adds  additional  value  to  the  connections 
to  be  formed  by  the  above  road  is  the  fact,  that 
all  the  connecting  lines  will  have  an  xmiform  grade 
of  five  feet,  which  (with  one  or  two  exceptions) 
is  the  grade  of  all  the  roads  south  of  the  Ohio  riv- 
er and  throughout  the  Southern  States. 

The  Covington  and  L«xington  railroad,  fh>m  the 
position  it  occupies,  will  become  the  carrier  for  its 
entire  length  not  only  for  the  trade  of  the  interior 
of  the  State,  but  for  the  business  developed  and 
secured  to  it  by  the  other  roads. 


The  cost  of  th^  road  will  exceed  somewhat  the 
average  of  roads  I  in  Ohio  and  Indiana.  This  is 
owing  to  the  charfeM;ter  of  the  country  traversed. — 
It  is  well  known  that  the  South  bsnk  of  the  Ohio 
is  skirted  by  a  railge  of  high  and  lofty  bills,  through 
which  it  is  extre^aely  difficult  1M  t^  find  a  favora- 
ble route  for  a  ratlroad,  except  by  following  the 
valleys  of  the  streams,  which  have  cut  their  way 
through  the  opposing  barriers.  The  increased 
cost  in  the  abovel  case  is  counterbalanced  by  the 
advantage  which- the  monopoly  of  uoute,  when  ob- 
tained, enjoys,  pearly  every  road  constructed  in 
Ohio  and  Indian^  is  exposed  to  a  ri^ral.  The  even 
surface  of  the  cotintry  invites  the  construction  of 
these  works  in  etery  direction.  It  is  not  practi- 
cable to  construct  a  road  between  Covington  and 
Lexington  except,  upon  the  route  already  occupied 
by  the  above  cotapany. 

The  people  immediately  interestjed  in  this  work 
have  contributed  liberally  towards  Its  construction. 
They  have  already  provided  one-balf  of  the  cost 
of  the  road,  a  great  portion  of  wbidi  has  been  paid 
up  and  expended  in  construction.  The  liberality 
of  the  subscriptions  shows  at  once  the  mauier  in 
which  the  project  is  appreciated  where  best  known, 
and  offers  a  good  guarantee  that  tiie  construction 
and  management  of  this  work  will  be  prc^rly 
looked  after.       I 

We  see  no  reason  to  doubt  the  •otire  safety  of 
the  security  offered  by  the  Company.  With  the 
convertibte  clause  attached  to  the  bonds,  we  know 
of  no  security  mbre  attractive.  Its  stock  is  now 
selling  at  Cincinnati  at  a  very  respectable  figure — 
There  is  but  a  little  upon  the  market,  and  we  have 
no  doubt  it  will  command  its  par  ralue  so  soon  as 
the  road  is  open  for  business.      .  j 

▼trclAla  CMttral  RaHtvmd. 

Mr.  Ghas.  Bllet,  Jr.,  the  recently  appointed 
Chief  Engineer  4f  the  Vii^inia Central  railroad,  has 
been  on  a  recontoitering  tour  in  company  with  the 
President,  along  the  entire  length  of  the  line.  Mr. 
Ellet  is  of  opinion  that  the  whole  ^f  the  company's 
work  can  be  completed  daring  the  next  year,  with 
the  exception,  perhaps  of  a  heavy  piece  of  bridg- 
ing on  the  last  twenty  miles,  whioh  may  be  sup- 
plied with  a  tem|>orary  structure  until  the  main 
bridge  is  finished. 
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ReniuneraUng  forecast  on  the  Hudson  River 
Rallroatt. 

It  was  obvious,  from  the  beginning,  that  the 
managers  of  this  road  had  ihc  task  of  gaining  thu 
contidence  of  the  public  as  to  the  safety  of  run- 
ning along  the  brink  of  the  river,  and  dohig  so  at 
the  highest  speed  in  this  or  any  other  country. — 
They  have  done  their  task  eflfectually.  The  mode 
of  doing  it  was  costly  and  bold,  especially  ou  -i 
road  which  had  no  prospect  of  dividends  for  sever- 
al years  after  its  opening ;  but  it  was  a  clear  fore- 
cast, and  will  prove  in  the  end  a  wise  economy. — 
Public  fiivor  has  turned  unmistakeably  upon  this 
road.  We  gladly  give  place  to  a  full  and  m"st 
gratifying  account  of  the  preventive  and  protect- 
ive system  of  j;i;.i:tl.-.  by  which  the  managers  of 
this  road  have  .»voi(lt<l  the  destruction  of  the  life 
of  any  one  pas-' nger,  and  have  triumphed  in  a 
most  doubtful  cuiitiiet  with  steamboat  comjietition. 
We  would  cnc<i<iu;ii;<'  thfiii  to  get  rid  of  every 
draw  bridge  exqept  the  one  at  Spuyten  Duy  vil,  und 
to  employ  no  m*n  henceforth  who  ever  tastes  in- 
toxiug  drink. — 

FLAGMEN  AND  SliiNALMEN.  I      | 

At  all  road  crossings,  brickyard  crossings,  and 
other  crossings  on  the  level  of  the  track,  adjoining 
draw  bridges,  in  steep  rock  and  earth  cuts,  and  at 
all  places  where  there  is  not  a  clear  view  of  the 
track  and  where  it  is  liable  to  be  obstructed,  fl;ig- 
men  and  signalmen  must  be  stationed. 

The  flagmen  and  signalmen  must  have  a  copy 
of  the  time  table,  and  know  the  time  of  passing  of 
all  the  trains. 

They  must  be  provided  with  a  crow-bar, shovel, 
sledge,  spiking  maul,  spikes,  red  and  white  lant- 
erns, and  with  a  tiag-statl'  eight  feet  long,  and  have 
a  white  flag  three  feet  square  at  one  end  and  a  red 
flag  of  the  same  size  at  the  other  end. 

Flag  men  and  signal  men  must  be  at  thmr  posts 
at  lejist  fifteen  minutes  before  the  passing  6f  each 
regular  train,  and  whenever  a  train  is  due  or  ex- 
pected, unless  otherwise  directed  by  the  general 

superintuudeDt. 

When  a  train  is  due,  if  the  track  is  clear,  the 
flag  men  must  show  a  white  flag,  and  hold  it  where 
it  can  1)0  easily  seen  until  the  train  is  pjus-xed,  and 
is  never  to  stand  it  up  and  leave  it. 

If  any  obstructions  are  on  the  track,  or  any  train 
engine,  or  car  running  too  close  to,  or  approaching 
another  train  on  the  same  track,  or  from  any  cause 
the  safety  of  this  train  is  endangered,  the  red  flag 
must  be  distinctly  shown,  and  great  pains  taken  to 
warn  the  train  in  time. 

Whenever  the  signal  is  shown  at  the  drawbridge 
that  it  is  open,  the  adjoining  flagmen  will  repeat 
the  signal  by  showing  a  i-ed  flag  or  red  light,  and 
will  continue  to  do  so  until  they  see  the  draw- 
bridge closed  and  the  white  signal  shown,  which 
they  can  then  repeat. 

At  intervals  between  the  trains,  the  flagmen 
must  examine  the  track  under  their  charge,  and 
see  that  it  is  clear,  and  must,  in  no  case,  show  the 
white  signal,  unless  they  know  that  all  is  right, 
and  they  must  do  such  work  on  their  trackjin  the 
way  of  keeping  the  wedges  and  chairs  rigljit,  and 
the  spikes  well  driven  as  the  road-master  may  di- 
rect. 

At  night  a  white  or  red  light  must  be  used  in- 
stead of  thigs. 

Any  fljigman  or  signalman  absent  from  his  post 
during  business  hours,  without  the  consent  of  the 
superintendent,  will  be  forthwith  disch;u-gcd. 

,   ..       .-  DRAWBRIDGES.  ,      | 

Each  drawbridge  must  have  at  least  two  tend- 
ers, who  must  be  constantly  at  their  post,  and  use 
great  care  and  watchfulness i»i  their  signals.  They 
must  have  a  copy  of  the  time  table,  and  know  the 
time  of  passing  of  all  the  traiAs^and  always  have 
their  signals  in  order.  ,^, 

They  must  be  provided  with  sign  boards,  with 
large  and  plain  blacl:  letters  on  a  white  ground 
of  80  rods  to  drawbridge,  also  with  red  and  wl»it« 
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signal  boards  at  least  six  feet  square,  strong  pad- 
locks, red  and  white  flags,  red  and  white  lights  and 
torpedoes. 

Tlie  signs  must  be  securely  placed  at  least  80 
rods  from  the  draw,  in  such  a  way  as  to  be  easily 
seen  and  read  by  the  engineman  on  the  right  of 
the  train  approaching  the  draw. 

The  red  and  white  signal  board  must  be  placed 
in  such  a  position  that  the  engineman  when  ap- 
proaching, can  see  it  plainly  at  least  half  a  mile 
off,  and  uninterruptedly,  until  reaching  the  draw. 
One  of  the  signal  boards  mnst  be  on  the  draw- 
bridge. 

If  the  draw  is  closed  and  locked,  and  all  is 
right,  the  Bridge  Tender  will  show  the  white  sig- 
nal. .  '  -1  I 

AV'heu  the  draw  is  unlocked  or  open,  or  anything 
wrong,  they  must  show  the  red  signal. 

They  must  never  unlock  or  open  the  draw  until 
the  signal  boards  are  opened  to  show  the  red  sig- 
nal, ai^ul  they  see  and  know  that  the  il.-igmen  and 
station  men  liave  their  red  signals  displayed. 

After  the  draw  is  closed  and  locked,  and  all  is 
right,  then  the  signal  boards  may  be  shut  to  show 
lh<'  white  signal. 

At  night  red  and  white  lights  are  to  be  used  in 
a  similar  manner. 

In  foggy  weather,  at  dusk,  or  whenever  flags  or 
lights  cannot  be  distinctly  seen,  the  drawmustnot 
be  opened  until  a  man  is  sent  to  the  fog  station, 
each  way  with  torpedoes  and  :i  red  signal  to  warn 
approaeliing  trains. 

The  draw  must  not  be  opened  at  any  time  when 
a  train  is  due  or  expected,  but  the  vessel  must 
wait  until  the  train  has  passed  ,  but  if  the  train  is 
twenty  minutes  behind  its  egular  time,  and  the 
master  of  the  vessel  is  unwilling  to  wait  longer, 
then  the  draw  may  be  opened,  but  not  uuti  1  the 
red  signal  and  torpedo  are  sent  at  least  a  mile  to 
warn  the  approaching  train. 

SWITCHMEN. 

Every  switch  not  in  i-egtilar  use  must  be  firmly 
spiked  down. 

At  every  switch  on  the  line  of  the  road,  on  main 
tracks,  or  in  stations,  not  spiked,  a  man  must  be 
stationed  to  stand  on  the  passage  of  every  passen- 
ger train. 

Every  switchman  or  tender,  must  have  a  copy 
of  the  time  table,  and  must  know  the  time  of  all 
the  trains  and  understand  the  running  arrange- 
ments of  the  road. 

He  must  also  be  provided  with  strong  oak  wedg- 
es, good  and  strong  padlocks,  spiking  maul,  red 
and  white  flags,  and  red  and  white  lanterns. 

Every  switch  tender  will  be  required  to  be  at  his 
post  at  the  time  of  passing  of  all  the  regular  trains 
and  when  any  train  is  due  orexpected,and  atsuch 
other  times  as  may  be  required. 

If  any  switch  is  out  of  order,  or  any  obstruction 
on  the  track  endangering  the  approaching  train, 
the  switchman  must  send  the  red  flag  a  mile  to 
warn  the  train. 

The  switches  are  to  be  exclusively  under  the 
control  of  the  switchman,  and  he  shall  not  suffer 
any  one  to  interfere  or  meddle  with  them  in  any 
manner ;  and  all  the  switches  shall  be  provided 
with  good  locks  and  oak  wedges,  and  when  left  at 
night  or  other  times,  the  switch  shall  be  locked  by 
the  switchman,  and  the  oak  wedges  securely  driv- 
en in  and  kept  in  their  places  on  the  passage  of 
every  train,  and  at  all  times,  except  when  neces- 
sary for  shifting  the  switch. 

The  wedges  and  locks  and  bolts  of  no  switch 
must  be  moved,  or  the  switch  opened  when  any 
train  is  due  or  expected,  and  no  gravel,  freight,  or 
subordinate  train  must  be  letoutofthe  pit,  branch 
or  side  track,  until  the  train  due  and  having  the 
right  of  track  has  passed. 

He  is  responsible  for  the  switch  being  in  the 
right  position  for  the  trains,  and  any  neglect  of 
duty  or  violation  of  orders  will  cause  his  immedi- 
ate discharge. 

He  must  see  that  the  branches  are  kept  clear  at 
the  stations  where  trains  are  liable  to  meet,  and 
that  no  cars  or  other  obstructions  are  permitted 
on  the  tracks  to  be  used  by  the  meeting  or  pass- 
ing trains. 


<'  .(t. 
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Any  switchman  absent  from  his  post  during  bu- 
siness hours,  without  the  consent  of  the  superin- 
tcrilent,  will  be  forthwith  discharged. 

Kxhlbit  of  th«  CoTlngtoB  and  Lexington 
Rallroatt  Company. 

The  first  act  of  incorporation  of  this  company 
was  granted  by  the  Kentucky  legislature  in  1847, 
but  was  so  unaccepuible  that  m  :)rganization  was 
eflected  under  it.  In  1849  an  amendment  was  ob- 
tained repealing  the  obooxioas  provisions,  and 
granting  powers  which  made  the  charter  one  of  a 
very  liberal  character.  The  capiul  was  $1,000,- 
000,  with  the  privilege  of  increasing  to  an  amount 
sufficient  ta  complete  the  road. 

The  charter  authorised  the  construetion  of  a 
railway,  with  single  or  double  track,  from  Coving- 
ton to  Lexington,  and  to  any  town  or  place  in  any 
of  the  counties  through  which  the  road  might  pass, 
or  in  any  adjoining  county,  and  to  charge  on  all 
goods,  merchandise  and  other  property  transport- 
ed thereon,  a  sum  Jiot  exceeding  1 1^  cents  per 
mile  for  toll,  5  cents  per  ton  per  mile  fortranspor- 
tation,  and  3  cents  per  mile  for  each  passenger — 
to  acquire  and  hold  real  estate,  make  all  necessa- 
ry contracts,  to  borrow  money  on  the  credit  of  the 
corporation;  and  in  declaring  dividends  no  prohi- 
bition is  imposed  except  such  as  is  prescribed  by 
the  above  rates.     The  charter  is  perp«Hual. 

The  company  organized  under  the  charter  as 
amended,  and  proceeded  to  have  the  line  surveyed 
and  located,  and  in  the  latter  part  of  1860,  let  18 
miles  of  the  road.  In  1851,  let  the  contracts  for 
preparing  the  road  for  superstructure  to  Paris  and 
Lexington. 

ROUTE  OP  THE    ROAD. 

Commencing  at  Covington  on  the  Ohio  river,  at 
the  mouth  of  Licking  rivei,  opposite  the  central 
part  of  Cincinnati,  the  road  pursues  the  valley  of 
Main  Licking  to  Falmouth,  38  miles — thence  up 
the  South  Fork  of  Licking  ii6  miles,  to  Cynthiana, 
and  continuing  up  the  same  to  Stoner  Creek,  a 
tributary,  and  up  that  thirteen  miles  to  Paris ; 
thence  up  Huston  Creek,  another  tributary,  to  the 
dividing  ridge  between  the  waters  of  Licking  and 

Kentucky,  crossiug  the  ridge,  and  down  the  wa- 
ters of  Elkliorn  to  Lexington,  19  miles — in  all  96 
miles. 

The  topography  of  the  country  on  either  side  of 
Licking  for  many  miles,  is  of  such  character  as  to 
unerringly  point  to  the  valley  of  that  river  as  the 
only  practicable  i-oute  for  a  railway  from  the 
Queen  of  the  West  to  the  interior  rich  lands  of 
Kentucky. 

The  road  occupies  this  valley,  and  while  the 
hills  constrain  the  track  to  conform  to  the  mean- 
ders of  the  river  in  a  considerable  degree,  they 
constitute  an  insurmountable  barrier  to  all  compe- 
tition. No  short  nor  other  line  can  be  lain  in  the 
same  valley  or  vicinity  so  as  to  connect  the  same 
points.  The  line  is  so  laid  as  to  make  the  curves 
easy,  which  for  the  most  part  exceed  2000  feet  ra- 
dius. At  a  considerable  cost  the  grade  has  been 
reduced  so  that  the  maximum  ascent  isonly  twen- 
ty feet  to  the  mile  at  any  point  between  Covington 
and  Paris — and  only  thirty  feet  between  Paris  and 
Lexington,  which  will  not  only  ensure  good  speed, 
but  enable  the  company  to  transport  heavy  trains 
at  little  cost. 

The  cost  of  the  road  will  exceed  the  first  esti- 
mates, arising  from  a  determination  of  the  direc- 
tion to  make  it  a  superior  first  class  road  of  the 
most  durable  character,  and  from  the  great  increase 
in  price  of  labor. 

Fortunately,  the  company  had  purchased  the 
iron  rails  and  chairs,  and  a  portion  of  the  spikes 
before  the  late  advance  of  iron,  thus  savinga  very 
considerable  sum  in  the  cost  of  the  road  of  at 
least  26$  per  ton  on  the  present  prices  or  $260, 
000  in  gross. 

The  whole  cost  for  the  entire  work,  put  into 
complete  order,  with  all  necessary  depots,  build- 
ings, turnouts,  turning  tables,  cattle  guards,  fences, 
wood  sheds,  water  stations,  etc.,  and  a  full  com- 
plement of  machinery  and  cars  will  be  $3,156,228 
89— about  $32,877  per  mile. 

The  country  oq  the  spatliem  side  of  tii«  Obio 
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river  is  bordered  by  ranges  of  hills  reaching  some 
miles  into  the  interior,  the  bowels  of  which  are  fill- 
ed with  limestone  and  the  surface  covered  with 
valuable  timber  for  the  city  market— most  espe- 
cially ship  timber.  And  though  these  hills  are  not 
of  that  rugged  character  which  prevent  theirsides 
from  being  easily  tilled,  yet  they  present  serious 
obstacles  to  railway  builders. 

There  can  be  no  route  selected  on  the  Ohio  riv- 
er to  central  Kentucky  without  encountering  them. 
When  the  character  of  the  country  through  which 
this  road  is  required  to  pass  to  reach  the  table 
lauds  of  the  interior,  is  taken  into  consideration, 
as  also  the  easy  grade  adopted,  the  above  cost  can- 
not be  considered  a  high  figure. 

The  grading,  masonry,  bridging  and  tunnelling 
only  amounts  to  16,476  per  mile — about  one-half 
of  the  whole  cost  of  the  road  and  equipments. 
The  superior  finish  of  the  road  with  the  ample 
equipments  aLd  extensive  depots  preparatory  for 
the  business  awaiting  its  completion,  makes  the 
cost  as  above  shown. 

Of  the  work  yet  to  be  done,  the  contractors  take 
from  20  to  26  per  cent  in  the  stock  of  the  compa- 
ny. 

MEANS  or   THE    COMPANY. 

Individual  stock $860,160 

Less  for  unavailable  subscrip- 
tioQS  and  losses 40,000 


Stock  of  counties  and  cities. 

Cincinnati  loan 

Subscription  which  Kenton, 
Pendleton  and  Harrison 
counties  are  authorised  to 
make,  and  every  confid- 
ence is  reposed  in  their 
voting  the  subscription, 
each 100,000 

Bonds  of  the  company  is- 
sued for  the  purchase  of 
iron 

Bonds  issued  to  borrow  mo- 


$810,150  00 
620,000  00 
100,000  00 


ney. 


Bonds  to  be  issued  to  bor- 
row money  • '  •  • 

Leaving  to  be  made  up.... 


300,000  00 

400,000  00 
200,000  00 
600,000  00 


Covington  is  a  stockholder  to  the  amount  of 
S300,00U.  This  city  is  most  advantageously  situ- 
ated in  the  delta  of  Licking,  on  the  banks  of  the 
Ohio,  upon  a  plain  of  sutlicient  elevation  for  secu- 
rity, health  and  beauty,  and  of  comiKJtent  area  for 
a  city  of  the  population  of  London.  At  this  time 
she  possesses  as  much  or  more  of  the  elements  of 
a  healthy  prosperity  as  any  town  or  city  in  the 
west. 

Her  population  is  characterised  for  industry  and 
enterprise,  and  her  favorable  location  for  manu- 
factories is  inducing  capitalists  to  select  this  site, 
and  there  are  several  iron,  glass,  and  other  manu- 
facturing establishments  now  being  erected  and 
prepared  for  operation,  in  addition  to  those  in  suc- 
cessful use.  She  has  three  turnpike  roads  leading 
to  different  parts  of  the  state.  Licking  and  the  Ohio 
rivers,  to  which  she  is  now  adding  a  railroad  for 
transportation  and  trade. 

Some  idea  of  the  rapid  growth  of  Covington  may 
be  learned  from  the  following  statistics,  taken  from 
the  city  record : 

Value  of  real  estate. 

1845 $1,066,245 

1846 I,420.y62 

1849 2,769,837 

1862 4,934,455 

1863,  January 5,359,650 

Revenue.  PopiUation. 

1845 $6,500  00     3,567 

1846 6,042  00    4,030 

1849 47,686  00    7,014 

1862 36,073  95      .... 

1853,  January ....   12,164 


2,930,150  00 
226,078  89 


$3,156,228  89 

This  amount  will  have  to  be  made  up  by  tempo- 
rary loans,  unless  the  earnings  of  the  road  be  found 
sufficient  to  finish  up  the  work  after  it  is  brought 
into  use.  Only  400,000  of  these  bonds  are  embrac- 
ed in  a  mortgage  upon  the  whole  road — 100,000 
to  Cincinnati,  covering  a  part,  will  soon  be  re- 
moved. 

The  road  will  be  put  into  use  before  expend- 
ing the  above  named  sum  by  some  $360,000  to 
$400,000. 

Should,  however,  these  counties  fail  to  subscribe 
— of  which  their  is  no  reasonable  grounds  of  fear — 
then  that  amount  will  have  to  be  raised  by  other 
means.  The  company  contemplate  an  application 
to  the  legislature,  to  be  made  at  the  ensuing  ses- 
sion for  authority  to  increase  the  amount  that  may 
be  borrowed  by  the  company,  and  to  provide  for 
all  contingencies,  as  well  as  firmly  to  secure  all 
their  issues. 

The  character  and  interests  of  the  stockholders 
in  this  company,  should  be  abundantly  satisfacto- 
ry reference  for  any  capitalist  to  be  assured  that 
the  enterprise  cannot  fail.  Near  half  a  million  of 
the  stock  is  held  by,  and  in  the  counties  of  Bour- 
bon and  Fayette,  whose  territories  contain  untold 
wealth,  and  are  blessed  with  a  population  who  are 
so  jealous  of  their  plighted  faith,  that  no  crisis 
could  ever  induce  to  falter.  The  same  characteris- 
tic distinguishes  the  population  of  the  other  coun- 
ties engaged  in  the  enterprise. 

The  taxable  property,  as  valued  for  taxation 
(which  is  not  over  two  thirds  of  its  real  value,)  of 
the  counties  through  which  this  road  passes,  is 
over  $50,000,000 ;  and  of  the  counties  contiguous, 
&nd  whose  local  position  and  dependence  make 
them  tributary  to  it,  exceeds  $100^000,000. 
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vides  by  loan  $8,000  per  mile  toward  th|e  construc- 
tion of  railways  in  tt  e  State.  j 

Thus,  our  road  is  { utinto  direct  connection  with 
all  the  important  Soi  ithem  roads.  A  tery  impor- 
tant feature  of  this  ionnectiou  is,  thai  the  same 
gauge  is  adopted  as  those  roads,  hence  lanuniuter- 
rupcd  transit  will  bt  offered  to  travellers  and  ship- 
pers, an  object  so  mi  ich  desired  yet  sq  seldom  at- 
tained. The  travel  or  business  destined  for  the 
South  or  South-west  have  here  presented  lines  of 
railway  over  thus  track  terminating  at  Memphis 
and  Vicksburg  on  tue  Mississippi — Nl-w  Orleans 
and  Mobile  on  the  Gi  ilf  of  Mexico ;  an(l  Savannah, 
Charleston,  Wilming  ^n,"  and  other  points  on  the 
Atlantic.  Also  another  important  cqnnection  is 
formed  with  the  line  through  East  Tednessee  into 
Virginia. 

This  road  and  its  <  onnections  embrace  a  country 
extending  through  » sven  degrees  of  lajtitude.  and 
of  unusual  fertility  f  >r  all  the  product^  adapted  to 
the  varieties  of  the  climate.  ' 

It  begins  in  a  grain,  grass  and  tobacco  growing 
region, and  passes  through  the  hemp  ; and  cotton 
lands,  and  terminate  i  in  the  sugar  aiid  rice  lauds 
of  the  South.  A  dis  trict  of  country  df  so  varied 
products,  presents  p<irtions  so  mutuallj  dependent 
upon  each  other,  as  .o  require  the  use  (of  a  road  of 
this  character  for  tli ;  convenient  and  profitable  io- 
terchange  of  commodities,  and  will  hi^re  it  busi- 
ness to  its  fullest  cajiacity.  1 

The  down  freight  will  be  manufactiires,  bread- 
Stuff',  provision,  bagging,  bale-rope  apd  tobacco, 
while  the  trains  will  return  laden  wit|^  cotton,  su- 
gar, rice  and  groceriis.  In  this  no  refi.'|-euce  is  had 
to  the  way  freight,  vhich  necessarily!  must  be  a 
g^reat  business  of  th?  road.  { 

The  superior  advantages  of  railway]  transporta- 
tion over  every  othe  •,  will  always  insure  the  road 
all  the  carrying  trad;  between  the  poiits  of  tt-rmi- 
ni  and  of  all  the  coi  utry  along  the  lint  accessible 
to  it.  Moreover,  thi  road  will  not  oiily  become 
the  common  carrier  for  all  the  regions  of  country 
of  it^  location  and  o  '  its  respective  tertuini,  but  it 
will  create  business,  facilities  for  a  cheap  and 
speedy  trausportatiop,  operates  as  mof>t  powerful 

incitements  to  industry  to  produce  ajjd  acquire, 

and  iuvite  exchange  of  productions. 

Some  conception  may  be  had  of  the^  business  of 
the  road,  when  it  isj  remembered  tliat  the  beef 
market  of  Cincinnati  is  mostly  supplied  from  Ken- 
tucky, besides  thousands  of  heaids  or  cattle  are 
sent  through  Coviigton  and  Cincinpaii  to  the 
South  and  East.  Grdat  numbers  of  hogs  and  sheep 
are  likewise  sent  to  ^he  same  markets; which,  with 
all  the  surplus  of  thje  country  along  4nd  contigu- 
ous to  the  line,  muslj  find  a  transit  to  iiarket  over 
it.  !  i 

The  tedious  and  expensive  process  ojr4rlving  the 
stoclf  and  the  shrinkage  in  weight  aufl  injury  in 
quality  of  the  fiesh  K\  ill  at  once  be  avoided,  and 
these  losses  saved  to  the  shipper.  T|ie  conditiou 
of  the  stock  will  be  iS  good  as  whea  it  left  the 
farms,  which  not  on  y  affords  a  healthier  diet  than 
when  driven,  but  presents  one  of  great  luxury. 

Kentucky  is  already  exhibiting  herffine  beef  in 
the  New  York  market.  When  these  j  avenues  of 
trade  are  completed  she  will  not  only  jfurnish  the 
tables  of  the  city  of  \ew  York,  but  thpse  of  other 
Eastern  cities,  with  t  tie  choicest  beef  kbown  in  any 
country.  Nor  will  the  undertaking!  to  feed  the 
millions  East  interru  3t  the  supply  to  Jher  present 
customers.  Her  res  jurces  for  cattk-trazing  and 
feeding  are  just  opening.  Let  her  h4v'e  facilities 
for  speedy  transport  ition  to  market  ai  reasonable 
cost,  in  a  manner  th  it  the  stock  may  be  presented 
in  market  in  as  gi  kxI  condition  as  it  leaves  the 
farm,  and  the  now  tl  ousands  and  teiu>  <i)f  thousands 
of  idle  acres  will  be  required  to  pour  forth  their 
rich  abundance ;  anc  while  she  only  »ow  sends  1 
head,  she  will  be  en  ibled  to  send  10.  j  The  supcr- 
itar  quality  and  consequent  valueofbe^f  fresh  from 
the  fann  to  that  whi|ch  has  been  backed  along  the 

road  for  a  month,  besides  the  cheaper  transport 
and  saving  of  time,  I  will  always  iudvce  railway 
shipments.  The  Kentucky  farmer  maylleave  home 
by  railway  with  his  prove  of  beef  cattle  for  New 
York,  attend   the  i^arket  with  then^  and  retam 


CONNECTIONS,  BUSINESS  OF  THE  ROAD,  ETC. 

This  road  is  a  trunk  line,  and  main  connection 
of  the  Northern,  Eastern,  and  Western  roads  con- 
centrating at  Cincinnati,  with  the  roads  in  the 
south  and  west.  By  reference  to  the  accompany- 
ing map,  gotten  up  imder  the  supervision  of  the 
able  editor  of  the  Railroad  Journal,  H.  V.  Poor, 
Esq.,  and  upon  which  the  lines  of  this  road  have 
been  accurately  laid  down,  with  its  coimectious, 
its  relative  importance  may  at  once  be  seen.  It  is 
happy  in  the  undisturbed  possession  of  the  Licking 
Valley,  and  feels  securely  enclosed  from  all  intru- 
sion, for  nature  lu  arranging  the  "kills  round  aboul 
/ur,"  seemed  to  say  '  no  harm  (from  other  roads) 
shall  come  nigh  thee  !"  Passing  through  this  val- 
ley the  road  emerges  into  one  of  the  fi&irest  and 
most  productive  regions  on  the  continent.  The 
superabundance  yielded  by  theunsurpassed,if  not 
unequalled  rich  land  of  the  counties  of  Harrison, 
Bombon,  Scott,  Fayette,  Clarke,  Montgomery, 
Jessamine,  Boyle  and  Mercer,  will  find  a  market 
over  this  road,  whether  destined  for  Cincinnati, 
Covington  andNewport,  the  citiesoftheGreatBasin, 
now  constituting  the  first  produce  market  direct 
from  the  farms,  in  the  world,  or  down  the  Ohio  and 
Mississippi  rivers,  or  by  railway  to  the  eastern 
cities' 

By  the  extension  of  the  road  to  Danville  and 
the  Tennessee  line  through  the  agency  of  the  Dan- 
ville and  Lexington  company,  the  fertile  region 
fariher  south  is  likewise  ottered  through  the  same 
channel,  the  enjoyment  of  the  same  markets. 

The  road  to  Danville  from  Lexington,  33  miles, 
is  under  contract,  and  the  work  is  progressing  to  a 
speedy  completion. 

The  whole  of  the  stock  is  secured.  ^Thence  to 
the  Tennessee  line  84  miles,  the  line  is  now  being 
surveyed  for  location  and  letting. 

Over  a  halt  million  of  stock  has  been  taken,  and 
the  subscriptions  are  steadily  increasing,  >vith  ev- 
ery prospect  of  an  early  realization  of  a  sum  suffi- 
cient to  make  up  one  million,  which  will  ensure  a 
prompt  completion  of  the  road.  At  the  Tennessee 
line  the  extension  of  the  road  to  a  connection  with 
the  Chattanooga  road,  and  Alabama  and  Tennes- 
see river  road,  via  Sparta  and  McMinnville  and 
Winchester  is  under  the  charge  of  a  company  of 
that  State  with  sufficient  means  obtained,  fostered 
by  the  liberal  policy  of  Tennessee  toward  railroad 
enterprises  within  her  borders,  to  accomplish  the 

work  within  the  shortest  practical  period.     The 

State  of  Tennessee,  it  will  be  remembered,  pro-  home,  with  the  casi  in  his  pocket,  <d]  within  ten 
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days.  This  lioe  proposes  to  fonn  the  link,  and  the 
only  link  of  connection  over  which  this  wonderful 
achievement  can  be  performed,  and  to  complete  it 
within  12  mouths. 

From  sources  entitled  to  Aill  credit,  the  business 
of  the  road  at  its  opening  is  computed  to  be  cer- 
tainly sufficient  to  remunerate  the  stockholder  at 
a  most  liberal  rate. 

The  following  estimate  is  undoubtedly  of  low 
figure,  which  we  adopt  in  preference  to  others  ftir- 
nished,  so  as  to  be  certainly  not  subject  to  any 
charge  of  exaggeration. 

The  number  of  passengers  who  will  be  trans- 
ported over  this  line  immediately  after  its  comple- 
tion, are  estimated  by  some  who  are  very  compe- 
tant  to  do  so,  at  from  100  to  160  per  day  each  way, 
including  way  travel;  we  will,  however,  set  the 
number  down  at  75  each  way,  at  S3 

each S164,260 

60,000  hogs,  ateOcnts 36,000 

22,000  head  cattle,  .it  $2,60 38,260 

Miscellaneous  down  freight  30,000  tons,  at 

$3  per  ton 90,000 

Up  freight  50,000  tons  at  $4  per  ton 200,000 

MaU 10,000 


The  business  of  one  year $638,600 

Deduct  40  per  cent  for  running  expen- 
ses  77. $216,400 


Profit  to  be  divided $823,100 

Which  is  exceeding  ten  per  cent,  upon  the 
cost. 

There  are  vast  quantities  of  hemp  and  tobacco, 
besides  other  products  raised  in  the  interior  of 
Kentucky,  which  will  flud  a  market  over  this  road, 
which  is  not  at  present  sent  to  Covington  and  Cin- 
cinnati, though  the  trade  of  all  central  Kentucky 
naturally  tends  to  this  market,  and  only  awaits 
the  opening  of  a  channel  for  transportation.  Then 
all  the  goods  and  manufactures,  groceries,  salt,  iron, 
and  for  a  time  at  least,  all  the  stone-coal,  used  along 
and  contiguous  to  the  line,  will  necessarily  be 
freighted  upon  this  road. 

The  article  of  stone-coal  itself  will  constitute  a 
large  amount  of  freight  upon  this  road.  All  that 
champaign  country  of  Kentucky,  in  the  centre  of 
which  Paris  and  Lexington  are  situated,  is  almost 
destitute  of  fire  wood,  or  at  least  it  has  become 
scarce  and  valuable,  and  coal  must  be  used  for 
fuel.  The  prices  of  this  article  in  the  towns  along 
this  line,  and  at  Lexington,  vary  from  26  to  40 
cents  per  bushel.  Is  has  to  be  hauled  fi  om  the 
Ohio  or  Kentucky  rivers,  except  some  small  quan- 
tity may  be  brought  from  Frankfort  to  Lexington 
by  railway. 

The  facilities  of  obtaining  coal  at  Covington  from 
the  boats  which  bring  it  direct  from  the  banks,  and 
the  easy  grade  of  this  road  will  enable  this  article 
to  be  atforded  along  this  line  at  a  price  not  to  ex- 
ceed 12  to  16  cents  per  bushel.  Many  thousands 
of  dollars  will  be  thus  annually  saved  to  the  coun- 
ties of  Harrison,  Bourbon  and  Fayette,  and  to  oth- 
ers contiguous  to  the  line  or  extension.  Lime, 
stone  and  timber,  for  building,  and  wood  in  large 
quantities  will  be  freighted  down.  These  articles, 
the  produce,  goods  and  other  way  freight,  from 
and  for  the  immediate  country  north  of  Lexington, 
it  is  believed  will  afibrd  suffident  business  for  the 
road  to  make  fair  dividends.  But  when  the  ex- 
tension and  connections  are  made,  the  business  for 
the  freight  trains  will  be  quadrupled,  and  the  pas- 
senger trains  incalculably  augmented. 

By  this  route  the  distance  (Vom  Covington  and 
Ciocinnati  to  the  following  places,  will  be  as  fol- 
lows :  I  .  I 

To.  '  -  i-  Miles. 

Lexington 96 

Danville 181 

McMinnville 286 

Knoxville 251 

NashviUe 296 

Savannah »J2 

Charleston °^ 

MobUe 871 

By  means  of  the  Covington  and  Looisvifie  road. 


(the  company  for  the  construction  of  which  is  now 
organized,  has  a  large  amount  of  stock  taken,  and 
is  zealously  urging  forward  the  enterprisewith  ev- 
ery prospect  of  success  to  an  early  completion), 
the  distance  from  Covington  to  Louisville  will  be 
about  100  miles.     To  Nashville  280  miles. 

By  the  Cinn.  and  St.  Louis  road — to  St.  Louis 
335  miles. 

By  railroad  to  the  following  places,  distance 
will  be — 

To  Miles. 

Indianapolis 110 

Columbus 120 

Cleveland i 246 

Baltimore,  via  Parkersburgh 664 

Philadelphia 662 

New  York 760 

The  distance  to  Philadelphia  and  New  York, 
via  Wheeling,  are  about  the  same. 

With  this  number  of  railroads  converging  at 
Cincinnati  and  Covington,  this  heretofore  prosper- 
ous and  prominent  point  of  commerce  and  manu- 
factures is  magnified  into  one  of  the  first  import- 
ance. This  point  is  conceded  to  be  the  great  cen- 
tre of  trade  in  the  west,  and  with  the  aid  of  these 
roads  completed  and  in  progress,  it  is  ever  inevit- 
ably destined  to  continue  to  be. 

Already  routes  East  and  North  are  completed, 
and  in  prosperous  use — reaching  to  the  Lakes  and 
Eastern  Atlantic,  and  routes  westward  in  rapid 
progress  of  construction,  but  no  connection  with 
or  avenue  of  trade  is  yet  opened  to  the  Southern 
Atlantic.  This  road  now  offers  this  most  desirable 
consummation.  This  company  holds  the  key,  as 
it  were,  to  the  Kentucky,  Tennessee  and  Southern 
trade  with  the  great  Western  mart,  and  through  it 
to  the  Eastern  markets. 

No  other  route  will  likely  be  soon  selected  and 
occupied  by  a  road  to  the  North,  and,  indeed,  none 
can  come  in  successftil  competition. 

These  considerations  of  simple  facts  we  respect- 
fully submit,  indubitably  exhibit  this  company's 
security  as  being  of  the  most  certain  solvent  char- 
acter, and  that  the  stock  must  yield  a  handsome 
return  to  the  holder. 

December,  1862.  M.  M.  Bevtov, 

President. 


Oeoryia  il«llro«tf. 

REPORT  OF  THE  OIRECTORS  TO  THE   STOCKHOLpERB  : 

The  business  operations  of  the  Company  for  the 
past  year  and  its  financial  condition,  wiU  appear 
by  the  accompanying  report  of  the  Superintend- 
ent, and  the  statement  of  the  Cashier  hereunto  an- 
nexed. 

It  app«ar8  from  these  documents  that  the  gross 
and  net  income  of  the  Company,  for  the  year  end- 
ing the  31st  March,  were  as  follows : 

Gross  earnings  of  the  road $934,124  08 

Expense  of  management,  an<f  ailexpen- 

dUuresfor  and  on  account  of  road..   477,666  23 

Net  profits  of  the  road $466,468  86 

Qross earnings  ofthe  bank. $96,887  34        ' 
Charged  with  interest  on  r 

Bond  taxes  and  expen-  -.1  ■ 

ses 81,928  00 

Net  profits  from  B'nk.   13,964  84—13.964  84 

Net  profits  of  the  company  from  all 

sources $470,438  19 

From  these  profits  two  dividends  have 
been  declared,  one  of  $3,60  and  the 
other  of  $4,00  per  share — amounting 

to 800,000  eo 

Leaving  applicable  to  other  pur- 
poses  $170,433  19 

It  has  been  the  policy  of  the  Company  for  a 
number  of  years  past  to  declare  dividends  at  the 
rate  of  seven  per  cent  per  annum,  on  its  capital  of 
$4,000,000,  and  appropriate  the  remaining  surplus 
profits  to  the  permanent  improvement  of  the  road 
and  outfit,  and  the  payment  of  the  funded  debt — 
inconed  principally   for  subscriptions  to  other 


roads.  As  but  a  small  amount  of  the  funded  debt 
matures  before  January  next,  and  the  profits  ofthe 
Company  seem  to  justify  an  increase  of  dividend 
to  $4  per  share.  Whether  this  rate  of  dividend 
should  be  continued,  will  depend,  of  course,  upon 
the  future  resources  of  the  Company.  The  fund- 
ed debt  should  be  punctually  met,  and  the 
road  and  its  appurtenances  should  be  placed  and 
maintained  upon  the  footing  of  a  first  class  road. 
As  the  cost  of  the  road  and  outfit  exceeds  the 
capital  stock,  the  Board  in  its  last  annual  report 
recommended  that  the  construction  account  should 
be  closed,  with  the  exception  of  the  cost  of  substi- 
tuting embankment  for  the  bridges  beyond  Madi- 
son, which  bridges  were  adopted  as  a  temporary 
expedient,  to  expedite  the  original  construction. — 
It  will  be  seen  that  this  policy  has  been  pursued, 
and  even  the  cost  of  the  embankments  has  been 
charged  to  expenses.  Whilst  this  course  adds  val- 
ue to  the  fixed  property  of  the  company  by  an  ap- 
propriation of  a  part  of  its  profits,  it  is  more  intel- 
ligible to  the  stockholders  as  exhibiting  the 
amount  of  profits  available  for  dividends.  Expen- 
ditures, properly  chargeable  to  road  and  outfit, 
and  losses  from  unusual  causes — say  fire  and  fresh- 
et, and  for  new  iron,  amounting  to  the  sum  of  $77- 
346.46.  The  new  iron  and  these  casual  losses  though 
unusual,  and  partly  providentially,  may  well  be 
placed  to  expenses.  The  items,  however,  for  "fill- 
ing temporary  bridges,"  and  for  addition  to  stock 
of  cars  and  engines,  beyond  what  was  necessary  to 
replace  and  repair  old  ones,  would  have  been  a  le- 
gitamate  charge  to  "road  and  outfit,"  and  would 
reduce  expenses  to  that  amount.  These  charges, 
as  seen  by  the  Superintendent's  report  amount  to 
$44,906.27.  The  condensed  account  would  then 
stand  thus — 

Qross  earnings  oftheroadforthe  year. $934,124  08 
"        "  oftheBank 96,887  34 

Earnings  from  all  sources $1,030,011  42 

Charged  with  interest  on  bonds,  tax- 
es, and  ordinary  expense  of  man- 
agement        614,672  96 

Net  profits  deducting  ordinary  ex- 
penses  $616,338  46 

The  Board  presented  the  statement  in  this  form, 
only  for  the  purpose  of  exhibiting  to  the  stockhol- 
ders a  comparative  view  of  net  profits  in  the  ordi- 
nary mode  of  keeping  the  accounts.  It  will  b  seen 
by  this  exhibit,  that  the  net  profits  have  increas- 
ed over  those  of  the  preceding  year,  the  sum  of 
$84,360.68 

Though  the  expenses  in  proportion  to  business 
done  have,  in  many  important  items,  been  reduced, 
the  great  and  unexpected  increase  in  the  price  of 
iron,  and  other  metals  and  materials  usually  con- 
sumed by  railroads,  have  increased  other  items 
much  beyond  calculations  made  at  the  beginning 
of  the  year.  When,  however,  the  large  amount  of 
damage  from  fire  and  high  water,  and  a  few  other 
unusual  charges  are  taken  into  account,  the  ordi- 
nary expenses  will  be  found  to  compare  very  fa- 
varably  with  those  of  other  roads. 

How  the  profits  of  future  years  may  compare 
with  the  past,  the  Board  will  venture  no  decided 
opinion.  Our  stock  is  not  a  "fancy  stock,"  and 
the  Board  have  heretofore  been  careful  to  holdout 
no  extravagant  promises  to  the  stockholders,  that 
probable  results  would  not  fully  realize.  In  dis- 
cussing the  future  prospects  of  the  Company,  op- 
posing considerations  will  evidently  have  their  in- 
fluence. On  the  one  hand,  it  will  be  admitted  that 
the  crop  of  the  last  year  has  been  a  large  one,  and 
the  whole  country  has  been  in  a  very  high  state  of 
prosperity.  It  may  be  admitted  to  that  other 
roads  are  progressing,  that  may  injuriously  afiect 
our  income.  But  on  the  other  hand,  others  are 
near  completion  that  will  add  largely  to  our  re- 
cei[.ts.  Of  the  latter  class  may  be  ranked  the 
Nashville  and  Chattanooga,  and  the  Atlantic  and 
LaGrange  railroads,  both  of  which  will  be  comple- 
ted about  the  close  of  the  present  year.  Without 
enlarging  upon  the  subject,  the  Board  will  further 
state  that,  since  our  last  meeting,  an  amicable  ar- 
rangement has  been  made  by  the  South  Carolins 
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railroad  for  the  location  of  a  depot  in  the  city  of 
Aogusta,  at  a  distance  of  about  600  feet  from  that 
of  our  road,  From  this  arrangemeut,  the  Board 
anticipate  very  favorable  results  to  our  business. 
It  is  true  that  there  is  no  connection  of  tracks,  but 
the  drayage  is  very  short  and  the  advantage  to 
Augusta  of  removing  all  obstructions  to  a  free 
choice  between  two  of  the  best  8*;aports  of  the 
South,  must  add  additional  attractions  to  this  city, 
as  an  interior  market,  and  afford  additional  in- 
ducements to  a  concentration  of  produce  at  this 
point.  To  the  expense  of  this  desirable  arrange- 
ment the  Board  readily  contributed  the  sum  of 
S30,000,  and  the  Stockholders  may  be  pleased  to 
learn  that  this  sum  was  paid  in  cash,  and  has  been 
charged  to  profit  and  loss,  and,  therefore,  no  longer 
exists  as  a  charge  upon  the  Company  or  its  in- 
come. 

It  will  be  seen  by  the  report  of  the  Superintend- 
ent that  heavy  extra  expenditures  will  be  required 
for  the  ensuing  year.  Eight  new  engines  have 
been  ordered,  which  will  cost  about  S64,000.  Pas- 
senger depots  at  Atlanta  and  Augusta  have  also 
been  contracted  for,  which  will  cost  this  company 
(other  companies  contributing  to  the  Atlanta  de- 
pot) about  S20,000  ;  and  passenger  houses  and  new 
depots  should  be  constructed  at  several  points  on 
the  line.  About  $60,000  will  also  be  required  for 
new  iron  beyond  Madison. 

Only  a  part  of  the  engines  will  be  required  to 
keep  up  the  present  stock,  but  the  whole  will  be 
necessary  on  the  completion  of  the  Atlanta  and 
LaGrange  and  the  Nashville  and  Chattanooga 
roads.  The  depots  have  been  for  some  time  need 
ed,  but  have  been  postponed  to  more  pressing  de- 
mands upon  our  means.  The  outlay  for  iron  has 
become  absolutely  necessary.  Railroad  iron  of 
modern  manufacture  is  generally  an  inferior  arti- 
cle, and  that  beyond  Madison,  though  still  entire 
ly  safe,  is  beginning  to  give  way,  and  will  require 
renewal  at  the  rate  of  at  least  ten  miles  per  year. 
Though  these  extra  demands  upon  the  company 
are  considerable,  the  Directors  feel  assured  that 
they  may  be  easily  met  from  the  surplus  profits, 
without  interfering  with  the  regular  accustomed 
dividends. 

The  Washington  Branch  will  probably  be  com- 
pleted by  the  1st  of  August  next.  The  Board 
have  not  estimated  this  as  a  very  profitable  invest- 
ment, but  it  satisfies  an  early  claim  of  the  old  and 
wealthy  county  of  Wilkes,  and  will  evidently  in- 
crease considerably  the  business  on  the  main  track 
below  its  junction,  and  in  this  way,  it  is  hoped, 
may  fully  compensate  for  any  deficiency  of  profit 
on  the  business  of  the  branch  itself. 
Respectfully  submitted, 

May,  1863.  John  P.  Kino,  President. 

Joarikal  of  Railroad  IdVmr, 

LIABILITY  OF  A  RAILROAD  CO.  FOR    INJURIES  OF 
STOCKHOLDERS  AND  GRATUITOUS  TRAVELLERS. 

An  important  decision  in  regard  to  this  matter 
has  been  rendered  by  the  Supreme  Court  of  the 
United  States,  in  the  case  of  Elias  H.  Derby  v». 
the  Philadelphia  and  Reading  Railroad  Company. 
in  affirmance  of  a  previous  decision  of  the  Cir- 
cuit Court  in  the  same  case. 

Derby  was  a  stockholder  in  the  said  company, 
and  was  travelling  on  their  road  by  invitation  of 
the  president,  not  in  the  usual  passenger  cars,  but 
In  a  small  locomotive  car  used  for  the  convenience 
of  the  officers  of  the  company,  and  paying  no  fare 
for  his  transportation.  A  collision  occurred  with 
another  engine  belonging  to  the  same  company, 
which  w^as  by  gross  negligence,  and  contrary  to 
express  orders  given  to  the  driver,  moving 
on  the  same  track,  in  the  opposite  direction,  and 
by  this  accident  Derby  was  materially  injured. 
The  court  held  that  he  was  entitled  to  recover. 

The  reasons  upon  which  the  decision  of  Judge 
Grier  in  this  case  were  founded,  seem  to  folly  war- 
rant bit  conclusioDS.     s- 


The  counsel  for  the  company  urged,  that  inas- 
much as  no  contract  had  existed  between  the  par- 
ties, the  defendants  could  not  be  made  liable  for 
an  injury  wholly  undesigned  on  their  part.  But 
the  court  insisted  that  the  company  was  liable  in 
accordance  with  the  maxim  that  "the  superior  must 
respond." 

The  master  is  liable  for  the  acts  of  his  servants 
irrespectively  of  any  contract  express  or  implied, 
or  any  other  relation  between  the  injured  party 
and  the  master.  If  one  be  lawfully  on  the  street 
or  highway,  and  another's  servant  carelessly  drives 
a  stage  or  carriage  against  him,  and  injures  his 
property  or  person,  it  is  no  answer  to  an  action 
against  the  master  for  such  injury,  either  that  the 
plaintiff  was  riding  for  pleasure,  or  that  he  was  a 
stockholder  in  the  road,  or  that  he  had  not  paid 
his  toll,  or  that  he  was  the  guest  of  the  defendant, 
or  riding  in  a  carriage  borrowed  from  him. 

The  counsel  for  the  company  also  urged  that 
inasmuch  as  the  engineer  who  had  charge  of  the 
conflictingengine,  had  been  forbidden  to  run  on  the 
track  at  the  time  of  the  accident,  and  had  in  so 
doing  acted  in  disobedience  of  orders,  the  compa- 
ny were  not  liable. 

This  point  was  also  overruled  by  the  court. — 
The  law  was  laid  down  in  accordance  with  the 
case  of  Heath  vs.  Wilson,  (9  Car,  &  Payne  607.) 
In  that  case  a  servant  having  his  master's  carriage 
and  horses  in  his  possession  and  control,  was  di- 
rected to  take  them  to  a  certain  place ;  but  in- 
stead of  doing  so,  he  went  in  another  direction,  to 
deliver  a  parcel  of  his  own,  and  in  returning  drove 
against  an  old  woman  and  injured  her.  Here  the 
master  was  held  liable  for  the  act  of  his  servant, 
though  at  the  time  he  committed  the  offence  he 
was  acting  in  disregard  of  his  master's  orders,  be- 
cause the  master  had  entrusted  the  carriage  to  his 
control  and  care,  and  in  driving  it  he  was  acting 
in  the  course  of  his  employment.  If,  without  hia 
masters  knowledge  and  consent  he  had  taken  the 
carriage  out  of  the  stable  and  therewith  committed 
an  injury,  a  contrary  decision  would  have  been 
made,  and  on  this  ground,  that  the  master  had  not 
entrusted  the  servant  with  the  property.  When 
the  master  has  so  entrusted  the  servant,  it  is  no 
excuse  that  he  has  beenguilty  of  mismanagement, 
otherwise  the  role  that  "the  superior  must  respond" 
would  be  annulled. 

THE  LAW  OF  NAVIGABLE  STREAMS. 

Before  the  adoption  of  the  Federal  Constitution 
the  old  States  possessed  and  exercised  sovereign 
power  over  tide  water  within  their  respective  ju- 
risdictions. They  did  not  shrink  from  obstructing 
navigation  when,  in  their  opinions,  the  public  in- 
terests demanded  such  a  course,  although  the 
railroad  was  then  undreamt  of.  And  it  is  unques- 
tionable that  the  several  States  still  possess  all 
the  powers  which  they  have  not  relinquished  to  j 
the  General  Government — that  the  States  may 
construct  necessary  bridges  over  navigable  streams 
furnished  with  suitable  draws,  may  now  be  con- 
sidered, at  least  until  Congress  shall  interfere  in 
the  matter,  as  established.  We  last  week  cited  a 
decision  of  Judge  McLean,  of  the  U.  S.  Court,  re- 
fusing to  enjoin  the  Port  Clinton  company  from 
constructing  a  railroad  draw  bridge  across  San- 
dusky Bay. 

A  State,  then — or  any  party  duly  autborit>ed  by 
a  State — may,  in  obedience  to  the  requirements  of 
public  interest,  partially  restrict  the  right  of  free 


navigation,  by  ttiesos  of  a  draw  bridge.  If  so,  why 
may  not  the  State  determine  and  declare  how  long 
a  draw  shall  be  kept  shut  in  order  to  meet  the  ex- 
igencies of  railr|>ad  travel  1  It  would  be  strange 
indeed  if  a  Stat^  could  exercise  it$  discretion  as  to 
building  bridges  but  not  as  to  their  manage- 
ment. 

The  law  of  ntivigable  streams  Jwas  elaborately 
discussed  by  Jiidge  Woodbury  in  the  case  of  the 
United  States  Vs.  the  New  Bedford  Bridge,  in  1 
Woodbury  and  hfinot  page  400,-«-on  which  occa- 
sion the  Judge  iould  find  no  law  lor  punishing  the 
bridge  builders,  although  they  in  some  measure 
obstructed  a  nalrigable  stream. 
In  connection  ^ith  this  subject  we  annex  the  case 
containing  a  di^cision  of  the  C0ort  of  CommoD 
Pleas  of  Massachusetts. 

RAILWAY  LAW  Cluj. 

John  Oraham,  Appellant,  rs  the  Old  CoUmy  rail- 
road Corporaiioii. — This   was   an   action  brought 
against  the  defendants  to  obtain  damages  for  a 
detention  of  the  plaintiff's  vessel  at  the  draw  of 
their  bridge  in  boston,  whereby  \e  lost  the  bene- 
fit of  the  tide  and  suffered  other  fiyury.      On  the 
part  of  the  plaihtiffit  was  contended  that  the  act 
of  the  Legislature  which  authorised  the  erection  of 
the  bridge,  expfessly  exacted   of  the   defendants 
that  they  should  at  all  times  when  required  open 
their  draw  for  the  accommodation  of  the  vessels 
having  occasion  to  pass  the  same.     The  detention 
in  this  case  was  about  one  hour— say  from  eight 
to  nine  o'clock  In  the  forenoon — and  was  admitted 
by  the  defendants.      But  the  defendants  justified 
the  delay  in  the  present  instance,  on  the  ground 
that  the  arrival  and  departure  af  their  morning 
trains  occurred  lat  that  time,  and  that  an  uncer- 
tain train,  the  siteamboat  train,  happened  then  to 
arrive,  and  that  on  this  particular  morning  there 
was  an  accident  which  cast  a  car  off  the  track  and 
made  it  necessary   for  them  to  use  the  bridge — 
that  the  rule  of  the  road  was  that  the  draw  should 
not  be  opened  within  fifteen  minutes  of  the  time 
fixed  for  the  arrival  or  departure  of  a  train,  which 
was  essential  to  the  public  safety ;  and  that  with- 
out a  violation  of  this  rule  the  plaintiff  could  not 
have  been  let  tkrough  the  draw  under  the  circum- 
stances.      The  reasonableness  of  the  rule  and  the 
propriety  of  its  j^>plication  were  qaestions  involved. 
Wells.  J.,  instructed  the  jury,  that  the  defendants, 
notwithstanding  the  language  of  their  act  afore- 
said, were  justiied  in  keeping  the  draw  closed  a 
reasonable  time  before  the  expected  arrival  or  de- 
parture of  a  train,  and  could  make  wholesome 
rules  touching  (ihe  same.      That  tliey  were  bound 
to  look  to  the  safety  and  convenience  of  the  pub- 
lic, and  that  th^  accommodation  which  they  were 
to  furnish  vessels  passing  their  draw  was  only  such 
reasonable  and  proper  accommodation  as  would 
be  consistent  with  the  public  good — and  with  the 
object  and  purpose  for  which  the  bridge  was  to  be 
built  and  authorised ;  that  the  greatest  good  to  the 
greatest  number  was  the  ground  upon  which  the 
bridge  was  chartered,  and  must  overrule  juiy  indi- 
vidual inconvedince.  That  if  the  j^ry  were  satisfied 
that  the  corportition  had  not  taketi  more  time  than 
was  necessary  dir  the  safe  and  pnoper  conduct  of 
their  business  dver  the  road,  aad  for  the  safety 
and  convenience  of  the  public,  aad  had  not  other- 
wise impeded  the  plaintiff,  the  plaintiff  could  not 
recover  in  this  action.     The  Jiu^  rendered  a  ver- 
dict for  defeodakit.  I 


IB  I  ^  ji  wmr^^^n^. 
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Railways  In  Maine. 

The  Portland  Advertiser  gives  the  following 
summary  of  the  railroads  completed,  in  progress, 
and  chartered,  in  Maine : 

At  the  recent  session  of  the  Legislature,  char 
ters  were  granted  for  the  following  railway  compa- 
nies :  ; 

Saco  River  railroad,  from  tide  water  at  Saco  to 
State  line,  at  Fryeburg. 

Belfast  and  Moosehead  Lake  railroad. 

Dexter  and  Newport  railroad. 

Somerset  and  Kennebec  railroad  extension,  from 
Waterviile  to  Augusta. 

Vassalboro'  and  China  railroad. 

In  addition  to  the  above  charters  for  new  ob- 
jects, the  following  grants  were  also  made : 

York  and  Cumberland  railroad  company  is  au- 
thorized to  build  to  the  line  of  New  llani^j^bire, 
and  to  amalgamate  with  the  Nashua  and  Epping 
railroad  comf)aiiy  in  that  State,  and  form  one 
company  from  Portland  to  Worcester,  by  the  name 
of  Portland,  Nashua  and  New  York  railroad  com- 
pany ;  with  an  enlargement  of  the  time  in  which 
to  locate  its  line. 

Atlantic  and  St.  Lawrence  railroad  company  is 
authorised  to  lease  its  road  to  the  Qrand  Trunk 
line  of  Canada. 

European  and  North  American  railway  company 
is  authorised  to  purchase  or  lease  other  lines,  with 
right  to  consolidate  all  roads  from  the  frontier  of 
New  Brunswick  tb  the  Kennebec  river  into  one 
company,  under  its  present  charter.  — Company 
may  organize  with  a  subscription  of  one  thousand 
shares,  and  its  capital  stock  is  increased  from  $4, 
000,000  to  $16,000,000,  with  the  right  to  issue 
stock  and  bonds  in  sterling  currency 

Penobscot  and  Kennebec  railroad  company  has 
an  enlargement  of  the  time  for  one  year  in  which 
to  locate  its  line. 

We  have  now  in  operation  412  miles  of  railroad 
belonging  to  Maine,  including  those  jwrtions  of  the 
Atlantic  and  St.  Lawrence  railroad,  which  extend 
across  the  northern  part  of  New  Hampshire  and 
Vermont.  Five  years  ago  Maine  had  but  72  miles 
of  railroad  in  operation,  viz:  the  Portland,  Saco 
and  Portsmouth  road,  61  miles;  the  Bangor  and 
Oldtown  road,  12  miles  j  and  the  Machias  Port 
Toad,  9  miles  in  length.  A  section  of  the  Atlantic 
and  St.  Lawrence  railroad,  from  Portland  to  Yar- 
mouth, was  the  next  one  opened  in  the  order  of 
time,  which  was  run  over  for  the  first  time,  July 
4,  1848 

The  "Railroad  System"  of  Maine  has  grown  in- 
to strength  and  importance  since  the  people  of 
Maine  embarked  in  the  enterprise  of  building  a 
railroad  to  Montreal.  This  project  was  entered 
upon  in  the  fall  of  1844 — its  construction  was  com- 
menced July  4,1846,  and  finished  to  Island  Pond 
in  January,  1863,  a  distance  of  one  hundred  and 
fifty  miles.  The  Canadian  portion  is  to  be  finished 
in  June  next. 

We  have  looked  over  the  Statute  book  and  rec- 
ords of  the  state,  for  the  purpose  of  ascertaining 
how  far  the  "Railroad  System"  of  Maine  has  taken 
root,  and  we  give  a  list  of  railroads  in  operation, 
and  all  those  for  which  charters  are  now  obtained 
and  in  force,  viz:!  y 

!  I  Comple- 

i         Length,  ted. 

Atlantic  and  St.  Lawrence 150      160 

Androscoggin  and  Kennebec 55        55 

Androscoggin 62         20 

Boston  and  Maine 3         3 

Portland,  Saco  and  Portsmouth 61        61 

Kennebec  and  Portland 72        72 

York  and  Cumberland 62        20 

Branch  to  Sebago 8 

Bangor  and  Oldtown 12         12 

Calais  and  Baring 16  6 

Buckfleld 80        13 

Franklin  and  Kennebec 37 

Somerset  and  Kennebec 38 

Penobscot  and  Kennebec 50 

Penobscot,  Lincoln  and  Kennebec 50 

Penobscot  (Bangor  to  Milford) 13 

LewistOQ  and  Topsham 20 


Oldtown  and  Lincoln 40 

European  andN.  American 96 

Saco  Valley 60 

Belfast  and  Moosehead  Lake 76 

Newport  and  Dexter 16 

Belfast  and  Waterviile 38 

Vassalboro  and  China 20 

Damariscotta 7 

Great  Falls  and  South  Berwick 18 

1097      412 

This  shows  an  aggregate  of  four  hundred  and 
twelve  miles  built,  and  667  miles  more  authorised 
— several  of  which  will  undoubtedly  be  entered 
uponat  an  early  day. 

The  412  miles  in  operation  have  cost  over  twelve 
miUions  of  dollars,  and  when  fully  completed  will 
carry  the  aggregate  of  expenditure  as  high  as  $30, 
000  per  mile. 

Ten  millions  of  this  expenditure  has  been  made 
within  the  last  5  years — or  a  sum  equal  to  two 
millions  per  annum,  has  in  that  time  been  applied 
to  the  building  of  roads  in  Maine. 


Central  Railroad  of  New  Jersey. 

Below  we  give  the  sixth  annual  report  of  the  di- 
rectory of  this  company  to  the  stockholders.  It  is 
a  clear,  straightforward,  business  like  document; 
setting  forth  the  progress  of  the  road,  its  cost, 
equipment,  business  earnings,  as  compared  with 
previous  years;  connections,  present  and  prospec- 
tive, which  will  be  likely  to  prove  beneficial  to  its 
interests,  and  a  statement  of  the  present  condition 
of  the  affairs  of  the  company. 

It  is  well  known  that  this  road  extends  from 
Elizabethport,  New  Jersey, — 12  miles  from  New 
York, — to  Phillipsburg,  on  the  Delaware  river,  op- 
posite Easton,  Pa. 

It  will  be  seen  that  the  whole  length  of  the  line 
has  been  some  months  in  operation,  and  that  the 
ballasting  of  the  road,  and  the  erection  of  sta- 
tions,   and    the    filling     up    of    the    equipment 

to    the     amount     required     by    the     business 
of  the   company,   are  going  rapidly  forward. 

The  report  of  the  Central  Co.  bears  date  of  April 
27th,  and  commences  with 

PROf.RKSS  OF  CONSTRUCTION. 

At  the  time  of  making  the  report  of  April  1st, 
1852,  the  Ferry,  — 12  miles —  from  New  York  to 
Elizabethport,  and  the  35  miles  of  road  from  Eli- 
zabethport to  Whitchouse,  were  in  regular  and 
successful  operation ;  six  and  a  half  miles  more 
of  road  were  so  nearly  ready,  that  they  were  open- 
ed for  travel  on  the  1st  May,  while  the  report  was 
going  through  the  press,  and  the  remaining  21)^ 
miles  were  in  a  good  state  of  forwardness.  On  the 
2nd  July,  the  road  was  formally  opened  through 
to  Phillipsburg,  opposite  Easton,  on  which  occa- 
sion the  comi)any  with  their  invited  guests,  were 
handsomely  entertained  by  the  citizens  of  Eas- 
ton. 

Measures  are  being  constantly  taken  for  the  en- 
tire completion  of  the  road.  Since  the  opening  a 
strong  force  has  been  kept  at  work  in  ballasting 
the  road  bed,  adjusting  the  track  and  laying  the 
side  tracks.  0  viug  to  difficulty  in  procuring  suit- 
able materials,  as  well  as  the  openness  of  the  win- 
ter, the  ballasting  has  been  a  work  of  considera- 
ble labor  and  expense,  and  much  yetremains  to  be 
done.  As  soon  as  practicable,  such  portions  of  the 
road  bed  below  Whitehouse,  as  have  not  been 
properly  ballasted,  will  be  completed. 

Side  tracks  have  been«put  in  all  the  principal 
stations,  and  those  on  the  lower  road  have  been 
lengthened.  Commodious  station  houses,  uniform 
in  plan,  have  been  erected  at  the  new  stations.  At 
Phillipsburg,  an  octagonal  stone  engine  house,  for 
16  locomotives,  and  large  passenger,  freight,  and 
car  houses  have  been  erected ;  and  the  main  track 
is  being  extended  down  the  railroad  bridge,  now 
erecting  over  the  Delaware  river,  by  the  Lehigh 
Valley  raikoad  company.  At  £lizabetbport  a  sim- 


ilar brick  engine  house,  extensive  brick  workshops 
and  a  freight  house  have  been  built,  a  new  dock 
constructed,  the  old  dock  repaired,  the  Elizabeth- 
port  hotel  repaired,  painted  and  leased,  and  con- 
siderable progress  made  with  the  filling  in  of  the 
dock,  the  levelling  of  the  grounds,  and  the  grading 
of  the  second  track  near  the  port.  The  tracks  at 
the  port  have  been  partly  relaid,  on  the  proper 
grades  and  curves,  and  new  tracks  laid  down. 
Much  work  remains  to  be  done  at  this  point  in 
grading  and  filling,  and  additional  accommodations 
for  passengers  and  freight  will  be  required.  A 
new  boat  has  been  ordered,  and  will  be  on  the  fer- 
ry by  the  middle  of  June.  Additional  dock  room 
in  New  York  is  indispensably  required  by  the 
growing  business,  and  arrangements  are  making  to 
secure  it.  During  the  coming  year,  the  station 
houses  below  Whitehouse  will  be  rebuilt  or  alter- 
ed, to  correspond  with  those  above.  At  Eliza- 
bethtown,  the  New  Jersey  railroad  company,  and 
this  company  propose  to  unite  in  the  construction 
of  a  handsome  building  for  the  accommodation  of 
the  business  of  the  road. 

The  Lehigh  Valley  railroad — late  known  as  the 
Delaware,  Lehigh,  Schuylkill  and  Susquehanna 
railroad — has  been  put  under  contract,  and  con- 
siderable progress  made  in  its  construction.  The 
whole  of  the  money  required  having  been  secured 
it  will  certainly  be  completed  by  July,  1864,  thus 
opening  the  rich  Lehigh  Valley  and  bringing  the 
coal  and  iron  of  that  region  in  direct  connection 
with  New  York.  The  advantages  of  this  road  for 
the  transportation  of  coal  will  be  singularly  great, 
— the  entire  distance  from  the  mines  to  south  Eas- 
ton having  descending  or  level  grades  in  the  direc- 
tion of  the  traflSc.  The  Catawissa  railroad  is  also 
under  contract,  and  constructing  as  rapidly  as  a 
full  force  can  work — the  managers  intending  to 
have  the  whole  completed  to  its  junction  with  the 
Sunbury  and  Erie  road  by  the  1st  of  May  next. 
The  last  named  road  is  in  such  a  position  as  to 
give  a  fair  prospect  that  a  direct  line  of  462  miles 
from  New  York  to  Erie,  on  Lake  Erie,  will  be 
completed  at  an  early  day.  The  necessary  legis- 
lation has  also  been  obtained  for  a  connection  with 
Pittsburg  and  the  Pennsylvania  Central  railroad, 
over  the  road  of  the  Dauphin  Coal  Company. 

The  line  from  your  road  at  New-Hampton,  by 
the  Delaware  Water  Gap,  Scranton  and  Bingham- 
ton,  through  the  Lackawanna  coal  region  to  Oswe- 
go, on  lake  Ontario,  is  also  in  a  very  forward  state. 
The  part  from  New  Hampton  to  Scranton  has  been 
surveyed  and  located,  the  right  of  way  principal- 
ly secured, and  the  road  prepared  for  contract.  It 
will  be  completed  in  the  fall  of  1864.  The  remain- 
der of  the  route  is  either  in  operation  or  nearly 
ready ;  so  that  the  filling  in  this  link  will  at  once 
open  to  this  company  not  only  the  Lackawanna 
region,  but  also  the  trade  of  northern  New  York, 
Lake  Ontario  and  Canada.  By  the  consolidations 
authorised  in  Pennsylvania  and  New  York  during 
the  past  winter,  the  companies  owning  this  line  are 
reduced  to  three  namely :  your  company,  the  De- 
laware, Lackawanna  and  Western,  and  the  Oswe- 
go, Syracuse  and  Biughampton  railroad  companies. 
An  important  feeder  to  this  route  will  also  be 
found  in  the  line  from  Owego  to  Little  Sodus  bay, 
on  lake  Ontario,  part  of  which  from  Owego  to  Ith- 
ica,  has  been  several  years  in  operation,  and  the 
remainder  is  nearly  ready  for  the  iron. 

This  position  of  things,  renders  almost  impera- 
tive the  immodiate  construction  of  a  second  track 
from  Elizabethport  to  Somerville,  where  the  grad- 
ing and  masonry  will  cost  but  little ;  and  that  the 
remaining  and  more  expensive  portion,  should  be 
made  at  the  earliest  day  consistent  with  the  com- 
pany's finances.  As  a  commencement,  it  is  pro- 
posed to  proceed  at  once  with  2)^  miles  from  Eli- 
zabethport to  Elizabethtown ;  to  cut  down  the 
grade  of  40  feet  to  the  mile  at  Scotch  Plains,  by 
constructing  3  miles  of  second  track  at  that  point, 
and  to  replace  the  wooden  bridges  at  Elizabeth- 
town,  Bound  brook  and  Somerville,  with  stone 
structures. 

These  improvements  will  greatly  expedite  the 
business  the  road,  add  materially  to  the  safety  of 
the  trains,  and  do  away  with  tJie  only  grade  over 
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21  feet  to  the  mile  on  the  whole  road.  During  the 
past  winter  this  grade  has  interfered  seriously  with 
the  transportation  of  freight,  espscially  from  tlie 
stations  east  of  Plainfield. 

PRESENT  COST  OP  THK  ROAD. 

The  present  cost  of  the  railroad  is  as  follows  : — 
The  older  part  of  the  road,  from  Elizabothport  to 
Whitehousc,  thirty-five  miles,  is  represented  by 
the  following  cost,  the  average  per  mile  beine 
S23,000. 

Grading $231,818  08 

Masonry 45,025  75 

Bridge  snperstnicture 9,781  22 

Railway        do 291,812  26 

Land  damages 120,592  89 

Engineering 42,576  06 

Miscellaneous  expenses 26,889  41 

Interest 35,807  24 


■.  :V.      ..      ..■  ■  S804,302  W 

The  extension  from  Whitehousc  to  Phillipsbnrg, 
28  miles,  has  cost  as  follow.s,  the  average  per  mile 
being  ;556,300. 

Grading S616,016  47 

Masonry 319,464  U5 

Bridge  superstructure 109,062  92 

RaUway         do 253,726  01 

Land  damages 100,102  22 

Engineering 32,421  96 

Miscellaneous  expenses 16,387  97 

Interest  to  October  1, 1852,  less  earn- 
ings    127,802  15 


;8;1, 575,683  74 

The  present  cost  of  the  \n  hole  railroad  is  §12,- 
379,886  64,  being  an  average  per  mile  for  the  03 
miles  of  37,800.  This  will  compare  favorably  with 
the  average  of  any  other  trunk  line  leading 
from  New  York,  tlie  easy  character  of  the  work  for 
the  first  thirty  five  miles,  compensating  for  the  dif- 
ficult nature  of  the  country  over  which  the  last  28 
miles  had  to  be  constructed. 

A  comparison  of  the  cost  of  the  extension  with 
the  cash  estimate  on  the  preliminary  survey  may 
not  be  uninteresting  to  the  stockholders,  now  that 
the  heaviest  expenditures  have  been  made.  It  will 
be  found  in  the  following  table : 

Excess  of 

Cost.  cost. 

S616,616  47  $86,400  82 

319,464  06     25,497  80 


Estimate. 

Grading... S530,215  65 

Masonry..    293,966  75 

Bridge  su- 

perstruct..     91,237  50 

Railway  do  232,500  00 

Land  dam- 
ages....    70,000  00 

Engineer'g.    32,080  10 

Miscel.  ex- 
penses . . 


109,062  92 
253,726  01 

100,102  22 
32,421  95 


17,825  42 

21,226  01 

30,102  22 

341  85 


16,387  97  16,387  97 


1,250,000  00  1,447,781  59  197,781  69 

No  estimate  having  been  made  of  interest,  that 
item  of  cost  is  excluded  from  the  above  table. — 
the  large  excess  in  the  grading  was  occasioned  by 
the  amount  of  solid  rock  found  in  the  cuts.  The 
right  of  way  proved  much  more  costly  than  had 
been  anticipated,  though  under  this  head  are  in- 
cluded law  expenses  and  payments  for  farm  roads 
&c.  Taken  as  a  whole,  the  result  of  the  above 
comparison  is  one  with  which  the  Stockhold- 
ers should  be  satisfied,  more  especially  when  it  is 
borne  in  mind  that  no  expense  has  been  spared  to 
make  a  durable  road,  and  to  keep  down  the  grades 
coming  east  to  21  feet  iniiiemile.  In  but  few 
cases  will  the  e.vtra  cost  be  found  to  be  as  siu.ill  a 
per  ccntage  on  the  original  estimate  as  here. 

F.aUIPMENT. 

The  Company  otvn  7  engines  of  22  tons  weight 
3  of  19  tons,  1  of  13  tons,  and  3  small  .mes  of  9 
tons  each.  Three  more  of  22  tons  (;ach  are  to  be 
delivered  during  the  summer. 

They  own  17  first-class  passenger  cars,  6  passen- 
ger and  baggage  cars,  73  covered  freight  cars,  72 
platform  and  cattle  cars,  30  gravel  cars,  12  hand 


cars,  and  7  dirt  Ciirs.      Five  more  passenger  cars 
will  be  delivered  in  May. 

RECEIPTS  AND  EXPENSES  FOR  THE  YEAR. 

The  following  is  a  statement  of  the  ordinary  re- 
ceii»ts  and  expenses,  for  the  vear  ending  March  31, 
1853:    •     ■  ,:'■,   - 

KCCEIPTR. 

Passengers $136,904  30 

Freight 117.110  17 

Mail 4,652  00 

Express 900  00 

Rents 470  46 

Miscellaneous  receipts 1 ,962  07 


Total  receipts $"260,899  00 

EXPENSES. 

Running  expenses i  ..... .  $37,879  3l 

Repairs  of  road '. 8,921  21 

Repairs  of  cars,  engines,  &c 13,582  02 

Repairs  of  buildings ;i64  05 

Expense  ;\ccount 8,463 

Wood  consumed 22,922 

Coal  consumed 10,086 

Miscellaneous  expenses 4,449 

Ferry  expenses 29,500 


Total  expenses . . 
Net  earnings 


$136,158  57 
.    124,740  43 


•  $20M,89'J  00 

To  show  the  progress  of  the  business  oftheroad 
a  comparisorj  by  quarters  of  the  receijjts,  exj-ensos 
and  net  earnings  for  the  past  year,   with  the  jne 
ceding,  is  now  given.  .  - 


.Scotch  Plains,  will  give  the  Company  great  facili- 
ties for  fostering  thit  important  part  cf  their  busi 
ness. 

A  final  interest  dBvidend  of  3^  p4r  cent.  w»fc 
m<-ide  on  the  1st  of  October  last,  accoi-ding  to  the 
terms  of  subscripticfe.  The  interest  iccount  dur- 
ing the  year,  including  this  dividend,  has  been 
$145,389  63  ;  of  which  66,687  45  has  l^cen  charged 
to  construction  account,  as  the  balance  which  on 
the  1st  of  October  Was  not  covered  by  earnings 
and  $88,702  08  hast  been  paid  from  comings 
extra  interest  ha  fbee^  paid  (iirectiif  orii^li  i  >  <  lly.  The 
business  of  the  past!  six  months  hasj  enabled  tho 
Board,  after  paying  interest,  to  declafe  a  divideml 
of  3)^  per  cent,  ar»d  leave  a  small  snrj)lus.  Th<- 
whole  income  of  tlie  road  having  bedn  applied  U* 
construction,  this  iividend,  like  the  interest  divi- 
dends, has  been  paid  in  stock.  There  is  no  rea- 
son to  doubt  the  ability  of  the  Comwany  to  con- 
tinue to  make  regular  semi-annual dejiidends. 

The  annual  balai^ce  sheet  is  annexed  to  the  re- 
port. As  all  claims  were  carefully  jcollected  be- 
fore the  books  weK'  closed,  it  givjs  a  ntliabic 
statement  of  the  prfcsent  financial  p<  sitioii  of  the 
Company. 

The  receipts  and  k.'xpcndituifs  duri  ig  the  year, 
other  than  those  al^'ady  given  as  ordi  lary  receipts 


aiid  expenses,  havj 
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Total  increase  o( 
Add  net  earnings  a 

tion ' 

Add  cash  on  hand, 


iM^ep  as  follows 
bexIkipts. 
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.  ..'..$11,000  « 
bonds 

16,t)0<l  CM 

sun- 

....      3.630  ^i 


*. 


capital  accounts. 
>pliu!d  toeoustrBC 


April  1,1852.... 


Total  receipts  to  be  accounted  for 


EXPENDITURES. 


Grading 

Masonry 

Bridge  sui»erstructfirc 
Railway  do 

Land  damages . .  . 
Engineering.. ..  : 
Interest  chained  U 


Deduct  allowance 
final  settlement 


S«0.700  00 
.;i85^<XH)  m 
.  188,258  13 


$650,958  13 


30,630  9ft 

$623,327  15 

124,740  43 
1,816  46 


construction . 


by  contractors  (mi 


$749,883  04 

$151,917  60 
57,790  41 
39,562  92 
73,377  08 
7,134  23 
0,031  97 
56,687  46 
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By  this  table  a  rapid  increase  in  the  receipts  is 
shown,  and  as  the  expenses  have  not  advanced  in 
the  same  proportion,  the  increase  in  the  net  earn- 
ings is  still  larger.  Tables  appended  to  the  report 
show  in  detail  the  monthly  receipts  and  expenses, 
and  also  the  increase  or  decrease,  as  compared 
with  the  preceding  year.  The  passenger  business 
has  increased  60  per  cent.  The  freight  business 
has  doubled.  As  the  business  of  the  first  quarter 
and  of  apart  of  the  second,  was  from  the  lower 
road  only,  the  results  are  the  more  satisfactory — 
The  local  business  haa  increased  very  largely  The 
completion  of  the  work  at  Eliz*bethport,the  addi- 
tion of  a  new  boat,  and  reduction  of  the  grade  at 


ilron  for  side  trackf  on  lower  road. 
Work  and  docks  atl  Elizabethport . 

Ferry  interest 

Station  houses  and  shops 

Engines,  6  first^cla!  s : 

Cars,  passengers,  ft  eight,  &c 


i 


construction  ac 


Total  increase 

counts 

Workshop,   increasje   of  materials  on 

hand 

Wood  and  coal,  injcrease  of  stock  oi  i 

hand 

Interest  paid  from 

Dividend,  No  1 

Cash  balance  on  hind 


counts  during  the 


eammgs. 


Total  e.xpenditui es  accounted  for.  $749,883  84 
The  amount  of  disbursements  on  pi^raature  ac 


$392,401  66 
13,687  86 


$378,713  71 
6,804  45 
31,553  22 
900  00 
68,862  60 
49,330  00 
88,774  64 


$614,928  62 

4,000  00 

8,400  00 
88,702  08 
.'io,031  50 

3,820  84 


coming  yeai"  will  be  governe<l 


entirely  by  circumstances.  j 

TXit  first  aim  of  1  he  Board  will  be  jto  avoid  em- 
barrassing in  any  w  ay  the  finances  of  the  Company, 
the  next,  to  providj,  asrapidlv  as  poisible,  the  fa- 
cilities for  trade  rejuired  by  the  cocpections. 
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The  whole  of  the  mortgage  bonds  have  been  is- 
saed.  The  resoarces  of  the  Company  consist  of 
3,606  shares  of  capital  stock,  $166,800,  and  of  the 
right  to  increase  the  capital  from  $1,200,000  to  2,- 
000,000.  This  right  it  is  proposed  to  exercise,  and 
to  use  this  stock  to  extinguish  the  floating  debt 
»nd  boiJd  a  second  track.  Negotiations  have 
been  entered  into  for  the  issue  of  the  whole  of  this 
stock  at  par,  upon  the  allowance  of  a  moderate 
commission.  Before  any  arrangement  is  perfect- 
ed, it  will  be  laid  before  the  stockholders  for  their 
approbation,  or  the  right  will  be  reserved  for  them 
to  take  their  pro  rata  proportions  on  the  terms  of 
the  proporal. 

By  order  of  the  Board. 

John  T.  Johnston,  President. 
Office  Central  R.  R.  Company  of\  I    I 

New  Jersey,  April  27,  1863.      ]  M 


American   Railroad  Joomal. 


Saturday,  Mmjr  91,  1853. 


He^r  ProJe«ta  \m  tlae  "W^ut, 

The  west  is  teeming  with  new  projects.  One 
road  is  no  sooner  fairly  under  weigh,  than  it  be- 
comes the  seed  fVom  which  twenty  other  projects 
spring  into  life.  This  is  to  be  expected  in  many 
portions  of  the  west,  which  are  yet  only  poorly 
supplied  with  railroad  accommodations.  £very 
farmer  wants  to  have  one  running  by  bis  own  door, 
amd  they  are  in  fltct  to  become  the  common  high- 
way for  the  inhabitants  of  the  great  valley. 

But  every  man  cannot  have  his  wishes  gratified 
in  a  day.  We  must  make  haste  slowly,  if  we  would 
make  the  best  speed.  As  far  as  the  capital  of  the 
country  is  concerned,  it  would  not  be  wise  to  put 
so  much  of  it  into  railroads,  as  to  interfere  serious- 
ly with  the  ordinary  operations  of  business.  We 
shall  do  well  only  to  borrow  from  abroad  only  for 
auch  projects  as  offer  an  undoubted  security.  As 
a  people  we  can  no  more  embarrass  ourselves  without 
suffering  the  penalties,  than  can  a  merchant,  ma- 
nufacturer, or  any  business  man.  The  way  to 
keep  our  credit  good  abroad,  is  to  send  abroad 
nothing  that  has  not  intrinsic  value. 

The  construction  of  railroads  in  the  west  is  now 
made  the  common  right  of  all.  There  are  J|ut  few 
and  there  should  be  no  legal  restrictions  upon  this 
right  in  any  part  of  the  country.  It  is  in  the  bands 
of  those  who  furnish  the  means,  to  impose  the 
proper  restrictions  upon  the  excessive  construction 
of  these  works.  The  weaker  projects  must  all 
come  east  for  money.  All  that  capitalists  have  to 
do,  is  to  establish  their  own  terms  upon  which 
they  will  take  railroad  securities.  Only  let  tliem 
adopt  the  maxim  that  companies  offering 
their  bonds,  shall  present  at  the  same  time  suffi- 
cient guarantee  of  the  safety  of  their  proposed 
loans,  and  all  will  go  on  well. 

We  would  urge  upon  all  engaged  in  the  construc- 
tion of  new  works,  the  importance  of  strengthen- 
ing themselves  at  home.  To  all  such  we  would  say 
*'  put  your  own  means  into  your  roads.  Show 
your  faith  by  your  works.  If  you  can  get 
no  home  basis,  rest  assured  your  project  is  prema- 
ture, and,  that  instead  of  making  money,  you  will 
lose,  by  going  into  it.  By  being  strong  in  domes- 
tic means,  you  will  secure  confidence  abroad,  and 
command  your  own  terms,  instead  of  being  at  the 
mercy  of  the  money  lender.  You  cannot  afford  to 
be  too  dependent  upon  this  cliiss."  A  subscription 
of  SIOO.OOO  additional  to  the  stock  of  a  road  may, 
and  often  does,  save  an  equal  amount,  by  the  more 
favorable  terms  obtained  on  its  securities. 


Parties  interested  in  getting  up  new  works  must 
understand,  that  to  meet  a  favorable  reception  in 
this  market,  they  must  come  prepared  to  show  a 
reasonable  basis  for  their  loans.  The  observance 
of  this  rule  is  necessary  for  the  protection  both  of 
borrower  and  lende  r.  It  is  necessary  to  serve  as 
a  check  against  the  over  construction  of  roads. 
There  are  good  projects  on  hand,  sufficient  to  ab- 
sorb a  very  considerable  portion  of  the  surplus  cap- 
ital of  the  country :  a  healthy  state  of  things  can 
only  be  maintained,  by  confining  ourselves  to 
such. 

So  long  as  we  confine  ourselves  to  legitimate  pro- 
jects, nothing  is  to  be  feared  from  the  construc- 
tion of  railroad  to  almost  any  extent.  Such  schemes 
will  yield  a  handsome  increase  upon  their  cost, 
and  will  find  a  ready  sale  abroad,  if  we  cannot 
hold  them  at  home.  Railroads  in  this  country  ex- 
ert such  an  influence  on  the  creation  of  wealth, 
that  they  almost  immediately  supply  the  capital 
absorbed  in  the  construction.  To  this  fact  is  to  be 
attributed  the  wonderful  progress  which  these 
works  have  made  without  creating  anything  like 
a  financial  or  commercial  revulsion.  We  can  con- 
tinue to  progress  with  an  equal,  or  accelerating 
pace,  even,  provided  we  continue  to  observe  the 
ordinary  rules  of  caution  and  prudence. 

The  Norvralk  Catastropbst 

We  have  forborne  all  comment  upon  the  recent 
terrible  accident  at  Norwalk,  till  we  had  the  ver- 
dict of  the  coroner's  jury  and  the  explanation  off- 
ered by  the  directors.  We  now  have  both.  With 
the  details  of  the  accident,  the  public  have  un- 
doubtedly been  made  sufficiently  acquainted  by 
the  daily  press.  All  that  is  left  for  us  is  to  enforce 
the  lesson  which  this  dreadful  disaster  should 
teach. 

It  is  some  consolation,  now  that  the  accident  has 
happened,  and  its  causes  past  our  control,  to  know 
that  it  was  the  result  of  the  grossest  negligence 
and  carelcsness,  against  the  recurrence  of  which 
even  ordinary  caution  is  a  sufficient  protection. 
Were  it  otherwise,  the  public  might  well  refuse  ever 
to  trust  themselves  upon  a  railroad  again.  But 
experience  has  proved  that  the  highest  degree 
of  speed  practised  upon  railways,  is  compatible 
with  entire  safety,  and  that  accidents  are  but  an- 
other name  for  neglect,  unfaithfulness,  or  in- 
competency. 

We  are  dissatisfied  with  the  finding  of  the  jury, 
because  it  does  not  touch  upon  the  real  causes  of 
the  disaster,  nor  place  the  responsibility  where  it 
belongs.  It  found  the  immediate  cause  of  the  ac- 
cident to  be  the  negligence  and  recklessnesss  of 
the  engineer. — 

Ist.  In  running  round  the  curve  at  a  rate  no  less 
certainly,  than  20  miles  an  hour ;  when  under  no 
circumstances  should  it  have  been  half  that. 

2d.  In  not  discovering  that  the  ball  wasnotdown 
immediately  afler  emerging  from  the  cut. 

3d.  In  not  looking  for  the  ball  at  the  highway 
crossing  east  of  the  depot. 

4th.  In  relying,  as  he  says  he  did,  upon  the  flags 
of  the  switch-tenders,  when  he  well  knew  that 
they  were  not  in  sight  of  the  draw,  and  had  noth- 
ing to  do  with  it. 

6th.  In  not  running  even  slower  than  usual  when 
the  track  was  wet  and  slippery. 

The  jury  also  censure  the  conductor  for  allow- 
ing trains  to  be  run  at  full  speed  around  the  curve 
immediately  upon  coming  upon  the  bridge.   They 


also  state  that  for  trains  going  eos/,  the  drawbridge 
signal  was  insufficient. 

The  above  is  substantially  the  finding  of  the  ju- 
ry. The  result  is  most  meagre  and  unsatisfactory. 
The  directors  themselves  have  failed  to  present  so 
adroit  an  apology  for  their  negligence,  as  that  offer- 
ed by  the  coroner's  jury. 

The  president  of  the  road  in  his  card  says  that 
the  company  had  adopted  a  code  of  rules  believed 
to  be  sufficiently  comprehensive  for  the  safe  man- 
agement of  the  road ;  that  these  rules  were  made 
known  to  all  the  engineers  as  far  as  they  were 
concerned.  That  they  required  great  caution  to 
be  observed  in  crossing  Norwalk  bridge.  He  also 
states  that  Tucker,  who  had  charge  of  the  engine, 
had  been  an  "excellent  engineer,  and  a  trustworthy 
man ;  that  for  a  duty  requiring  particular  care, 
discretion  and  watchfulness,  no  person  would  have 
been  sooner  selected."  In  view  of  these  precau- 
tions, he  exclaims, — 

"  How  easily  the  best  arrangements  are  reduced 
to  idle  rules,  by  the  thoughtlessness  and  inatten- 
tion of  a  single  man,  perfectly  acquainted  with  his 
duty  and  able  to  perform  it." 

We  think  the  directors  should  have  looked  at 
home,  before  attempting  to  throw  a  large  share  of 
the  responsibility  upon  the  one  perhaps  the  least  in 
fault.  They  vouch  fully  for  the  faithfulness  and 
vigilance  of  their  agent.  There  can  be  no  doubt 
that  he  thought  he  saw  the  signal  in  its  proper 
place  :  any  other  supposition  is  impossible ;  for  he, 
the  most  exposed  of  all,  would  not  have  madly 
plunged  himself  into  the  chasm  that  threatened 
certain  destruction.  We  have  the  strongest  of  all 
reasons  for  supposing  that  he  thought  he  saw  the 
signal.  He  did  see  an  object  that  he  mistook  for 
it.  Of  this  we  think  there  can  be  no  doubt.  All 
the  circumstances  favor  such  a  supposition.  There 
was  a  high  hill  in  the  back  ground,  and  nothing 
could  be  more  natural,  in  the  absence  of  the  sig- 
nal, than  for  the  engineer  to  mistake  for  it,  some 
object  on  the  opposing  ground. 

The  result  shows  that,  in  crossing  the  bridge, 
the  security  of  the  train  cannot  be  safely  commit- 
ted to  one  person.  The  most  careful  and  vigilant 
may  be  subject  to  an  illusion,  under  which,  as  in 
the  present  case,  he  may  precipitate  a  train  with 
all  its  freight  to  certain  destruction.  Proper  pre- 
cautions are  only  adopted  where  other  guards  are 
set  to  warn  the  coming  train  of  the  danger  on 
approaching  the  draw  bridge.  An  Engineer  may 
have  his  attention  distracted  by  some  derangement 
in  the  machinery  of  his  engine.  He  may  forget 
that  he  is  running  upon  the  bridge.  He  may  be 
indifferent  to  the  safety  of  train  under  his  charge. 
He  may,  at  the  time,  be  incompetent  from  the  use 
of  intoxicating  drinks,  or  otherwise.  Under  all 
these  contingencies,  to  throw  the  whole  responsi- 
bility upon  such  a  person  so  situated  as  to  be  lia- 
ble to  mistake,  is  the  grossest  negligence  on  the 
part  of  the  managers  of  a  road. 

The  circumstances  of  the  case  in  the  Norwalk 
tragedy  seems  to  aggravate  the  general  negligence 
and  want  of  proper  system  on  the  above  road.  The 
express  trains  were  accustomed  to  run  over  the 
bridge  at  ordinary  speed,  with  the  krunckdge  of  the 
Directors,  yet,  at  the  very  instant  that  one  of  these 
trains  was  du£  the  bridge  was  opened  without  the 
slightest  attempt  to  warn  the  approaching  train  of 
the  fact.  There  is  no  apology  for  such  neglect, 
but  entire  indifference  as  to  the  safety  of  those 
perilled.  Other  companies  adopt  proper  precautions 
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in  such  cases.  Look  at  the  police  arrangement 
maintained  on  the  Hudson  River  railroad.  The 
truth  is  the  Managers  of  the  New  Haven  railroad 
have  too  much  other  business  on  hand  to  attend 
to  the  minute  details  necessary  to  the  safe  running 
of  a  road.  Here  is  the  true  secret  of  this  disaster. 
Numerous  warnings  have  been  given  by  recent  ac- 
cidents on  other  roads,  of  a  similar  character. — 
These  would  have  been  heeded  by  men  not  too 
deeply  interested  in  their  own  private  affairs  to 
give  any  proper  attention  to  those  of  a  more  pub- 
lic character.  The  finding  of  the  Jury  should  have 
been  that  "  the  accident  was  caused  by  the  want 
of  proper  police  force  on  the  road  to  warn  the 
trains  of  any  approaching  danger.''  The  company 
are  now,  in  fact,  faulty  to  the  same  extent  that 
they  would  have  been  had  they  constructed  the 
road  without  any  bridge  at  all.  When  they  take 
a  passenger  in  the  cars  they  contract  for  his  entire 
safety,  and  proper  precautions  running  a  road  are 
jast  as  necessary  to  secure  his  safety,  as  are  similar 
ones  in  its  construction. 

There  are  other  matters  that  the  Jury  might  well 
have  gone  to.  The  original  location  of  the  road, 
which  would  have  rendered  an  accident  of  the 
kind  almost  impossible,  was  subsequently  altered 
to  enable  the  contractors  to  make  mojuy.  This  change 
of  location,  which  prevented  the  bridge  being  seen 
till  the  train  was  almost  upon  it,  is  as  reprehensible 
as  was  any  act  immediately  connected  with  the 
disaster.  The  remoteness  of  the  wrong  does  not 
change  its  character.  It  is  one  for  which  the 
public  have,  the  Company  must,  suffer  a  tre- 
mendous penalty. 

We  hope  the  accident  will  not  be  without  its  use 
upon  this  and  upon  other  road.  The  alternatives 
of  looking  more  carefully  after  their  road,  or  giv- 
ing place  to  parties  that  will,  are  the  only  ones  left 
to  the  Directors.  No  man  nor  body  of  men  can 
attend  to  every  thing  at  the  same  time.  N*  man 
can  properly  discharge  the  duties  incumbent  up- 
on the  President  of  a  dozen  roads,  as  the  present 
instance  shows.  The  experiment  to  prove  this 
fact  is  too  costly  a  one  to  be  likely  to  be  repeated- 

Delawrare,  Ijackanvaiina  and  'Westerm 

Railroad. 

The  public  will  be  gratified  to  learn  that  the  long 
talked  of  project,  of  a  railroad  from  the  Lacka- 
wanna valley  to  the  Delaware,  is  being  underta- 
ken under  auspices  that  promise  its  speedy  accom- 
plishment. The  delay  has  been  owing  to  a  desire 
to  obtain  some  further  privileges  from  the  legisla- 
ture of  Pennsylvania,  before  commencing  active 
operations.  These  are  now  secured.  The  right 
to  adopt  the  six  feet  gauge  has  been  granted,  and 
also  to  consolidate  the  scheme  with  the  Lacka- 
wanna and  Western  railroad,  which  has  been  ef- 
fected. The  stock  for  the  road,  from  Scranton  to 
the  Water  Gap,  has  been  taken  by  capitalists  in 
this  city,  (embracing  some  60  or  70  of  our  most  ef- 
ficient and  active  business  men,)  in  sums  varying 
ft-om  S6,000  to  S60,000.  The  road  has  been  ad- 
vertised for  letting,  and  the  whole  work  will  be 
prosecuted  with  the  greatest  energy  anddispatch|to 
an  early  completion. 

There  is  no  other  work  in  the  country  more  need- 
ed than  the  above,  nor  one  that  holds  out  more 
flattering  prospects  of  a  lucrative  traflSc.  It  will 
connect  New  York  by  a  continuous  line  of  railroad 
with  one  of  the  great  coal  fields  of  Pennsylvania, 
to  which  we  have  access,  at  the  present  time, 


for  only  a  portion  of  the  year,  but  which  is  the 
most  conveniently  situated  to  supply  this  city  with 
coal.  The  increasing  demand  for  this  article  alone, 
would  give  full  employment  to  a  double  track 
road.  In  addition  to  this  source  of  a  lucrative  and 
constant  traffic,  it  will  form  a  part  of  a  new  route 
to  the  great  lakes,  and  to  western  New  York  and 
Pennsylvania,  shorter  than  any  other  in  opera- 
tion, if  not  any  proposed.  Through  its  upper  divi- 
sion, formerly  the  Lackawanna  and  Western  road, 
it  will  be  brought  into  connection  with  the  net 
work  of  railroad  in  western  New  York,  and  thro' 
them  with  all  the  important  points  on  lake  Onta- 
rio, and  the  eastern  part  of  lake  Riie,  all  of  which 
the  above  road  will  supply  with  coal.  The  coal 
trains  will  return  laden  with  western  produce  des- 
tined for  the  New  York  and  Philadelphia  market, 
thus  securing  a  lucrative  traffic  in  both  directions. 
That  portion  of  the  road  lying  within  the  Susque- 
hanna valley  traverses  a  very  excellent  farming 
country,  to  reach  which  alone,  would  justify  the 
construction  of  a  railroad. 

The  work  will  prove  one  of  great  public  utility, 
and  we  are  satisfied  that  it  will  be  equally  remu- 
nerative to  its  stockholders. 


Tlie   Hydravlie  Canal. 

We  are  happy  jn  being  able  to  state,  says  the 
Buffalo  Courier,  that  a  company  \y.\s  been  organ- 
ized, consisting  of  gentlemen  of  known  wealthand 
enterprise  in  New  York  and  Boston,  with  a  capital 
of  $500 ,000, — that  a  board  of  able  directors  has 
been  chosen,  and  that  in  their  hands  this  great 
work  is  about  to  be  commenced,  and  vigorously 
prosecuted  to  completion. 

This  canal,  for  nearly  its  whole  length,  (about 
three  fourths  of  a  mile)  will  be  a  limestone  rock 
excavation.  It  is  to  be  70  feet  in  width  with  per- 
pendicular sides,  and  to  be  deep  enough  to  ensure 
at  all  ordinary  stages  ten  feet  depth  of  water.  This, 
when  the  uniform  permanence  of  the  supply,  and 
the  fall  of  200  feet  are  taken  into  consideration  will 
furnish  an  hydraulic  power,  which  we  venture  to 
say,  will,  in  value  have  no  equal  in  this  or  any 
other  country ;  especially  when  it  is  borne  in  mind 
that  its  availability  wiU  at  all  times  be  unfailing 
while  Lake  Erie  endures,  and  that  it  will  be 
wholly  exempt  from  all  ordinary  disasters  by 
floods. 

Me^v  Coal  Car. 

the  Philadelphia  Ledger  notices  a  new  car  for 
the  use  of  coal  companies,  which,  it  thinks,  will 
have  a  material  effect  in  reducing  the  cost  of  trans- 
porting coal,  and  consequently  its  price.  In  ap- 
pearance it  somewhat  resembles  a  large  cask,  and 
consists  of  two  wrought  iron  cylinders,  of  sufficient 
length  to  suit  the  track,  with  the  fellow  or  rim  of 
a  railroad  wheel  slipped  over  each  end  and  sub- 
stantially rivited  to  it.  In  the  centre  of  each  cyl- 
inder is  placed  a  partition  the  whole  length  and 
depth  of  the  same.  On  the  head  of  each  cylinder 
is  fastened  the  journal,  which  rests  on  and  works 
in  boxes  placed  underneath  the  frame,  and  are 
thus  connected  together.  The  door  extends  length 
wise  the  cylinder,  between  the  wheels ;  is  in  four 
equal  parts,  and  hinged  in  the  usual  manner,  and 
is  secured  by  an  iron  rod  passing  through  the 
wheels  and  over  the  same.  The  contents  thus  re- 
volve with  the  cylinder,  and  their  abrasion  is  pre- 
vented by  the  centrifugal  force  produced  by  the 
usual  velocity  attained  on  railroads,  and  the  par- 
tition placed  in  the  cylinder  also  •flbctually  pre- 


vents the  same  doritig  the  necessa'y  dow  moticnie 
caa  the  road.  The  car  has  been  tested  with  suc- 
cess on  the  Reading  railroad,  which  fact  we  notic- 
ed some  months  af o,  and  more  recently  on  the 
Philadelphia,  Wilmington  and  Baltimore  railrofd. 
The  saving  in  MyerB'  patent  cars  is  in  the  abeenoe 
of  friction,  dispensiig  almost  entirely  with  the  ex- 
pensive article  of  <kil,  and  in  the  fiict  that  but 
about  half  the  motive  power  is  .equMte  to  move 
the  same  \mount  of  tonnage.  The  ivear  on  and 
injary  to  the  rail  fcorn  their  use  is  lees  than  that 
of  any  other  car,  atid  while  they  may  be  driven 
much  faster,  being  close  to  the  road,  are  leas  lia- 


ble to  run  off  the  tt-ack. 


1^*  We  understluid  that  Mr.  A.  P.  Robinion, 
former  Chief  Engioeer  of  the  York  di  Cumberland 
railroad,  and  of  the  City  of  Portlaad — has  bees 
appointed  Chief  Bngineer  of  the  LouisviUe  and 
Cincinnati  railroad  at  a  salary  of  $(^,000  per  an- 
num. I :|    • 

RaIlL-«a4  SecnriUoa. 

We  invite  attention  to  the  exten8r\e  catalogue  ■ 
of  Securities  oflfered  for  sale  by  Meoirs.  Winslow, 
Lanier  &  Co.  The  soundness  of  each  one  offered 
is  unquestioned,  While  many  of  them  hold  out  the 
inducement  of  a  Istrge  prospective  a^ance  in  their 
value,  over  presenfc  prices.  !  j  J 

Stock  and  M«BC]r  Market. 

Money  continues  to  be  abundatitly  supplied, 
with  considerable  activity  in  the  Stock  market. — 
Sound  Securities  ^f  all  kinds  are  in  ^ood  demand, 
at  gradually  impr<>ving  rates.  In  Bonds  a  large 
business  is  doing  t>oth  on  domestic  and  foreign  ac- 
count. The  mark<  t  readily  takes  all  the  first-class 
Bonds  offering.  f-j .  jlj 

The  earnings  of  the  Macon  and  Western  Railroad 
for  April  were ; 

$1,468  78 


Passengers 

Mail 

Freights.., 


1,046 
.13,389 


20 
74 


Corresponding  m^nth  last  year. 


Decrease 

The  Ohio  and 
were,  in 


April,  1863 . 
April,  1852. 


Pennsylvania 


$20,908  72 

...i.... 21,626  64 

■111      ■ 

..  •! $721  92 

Railroad   receipt* 


$43,484  62 
.    18,327  38 


Increase ...  J ; . .  .  $25,167  14 

The  express   tfains  are  to  comtnence  running 
to  Crestline  on  the  16th  of  May. 

The  receipts  of  the  Baltimore  and  Ohio  railroad 
for  the  month  of  April  have  been  as  foUows : 

Maib  Stem.  Wash.  Branch.  Totals. 
Passengers  ..  .$48,211  18  $26,787  67  $69,998  86 
Freight Iff?  ,008  41       8,789  80  162,748  21 


$200,219  59  $32,527  47  282,747  06 
The  following  U  a  comparative  statement  of  the 
traffic  of  the  twd  most  important  articles  overthto 
road  for  the  pasf  month : 

PLOUH. 


April,  1863. 
"      1862. 


Increase  in  iipril,  1863. 

COAL. 


April,  1868... 
"      1862... 


Tons. 
18,829 
6,564 


.  62,970  bbli. 
.46,847>^" 


..6,122>^bbl8. 


CwtQrs. 
18  00 
14    00 


Increase  in  A|>ril 7,826      4    00 


Lbs. 
00 
00 

00 


li 


■JIV^  *  TtPl^^^>BgT 


5  ^'•■('•rm jr'»'"-*'*-i''^Tt7; 


330 


I 
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AMt^RlCAN    RAILROAD    JOURNAL.' 


i. 


Girard  Railroad  Company^ 

The  third  annual  report  of  the  board  of  direct- 
ors to  the  stockholders,  represents  the  affairs  of 
this  enterprise  as  being  in  a  promising  condition. 
A  Urge  force  is  now  at  work  npon  that  portion  in 
progress,  and  it  is  confidently  expected  that  the 
work  from  Girard  to  Colbert,  will  be  in  operation 
during  the  present  year. 

This  road  is  to  extend  from  Girard,  Ala.,  which 
is  opposite  Columbus,  Ga.,  to  Mobile,  and  ks  it  con- 
nects with  the  Georgia  system  of  improvements  at 
Columbus,  its  early  completion  would  seem  very 
desirable,  especially  to  all  those  who  inhabit  that 
section  of  Alabama  lying  between  the  Alabama 
and  Chattahooche  rivers.  There  is  a  large  portion 
of  this  section  capable  of  producing  cotton,  equal 
in  both  quality  and  quantity  to  that  of  any  other 
cotton  growing  region,  but  which  is  now  so  nearl> 
inaccessible  from  markets,  as  to  preclude  the  cul- 
tivation of  it,  to  any  considerable  extent. 

Contracts  for  furnishing  cross-ties  and  laying  of 
superstructure  for  twenty-two  and  a  half  miles, 
the  chief  engineer  informs  us  in  his  report,  tave 
been  closed.  Most  of  the  woo»len  culverts  have 
been  contracted  for,  and  many  are  in  course  of 
erection. 

The  portion  of  the  line  from  Colbert's  to  Union 
Springs,  thirty  miles,  is  in  course  of  construction, 
and  it  is  anticipated  will  be  finished  and  put  in  op- 
eration by  April  next,  making  in  all  from  Girard 
to  Union  Springs,  fifty-two  and  ahalf  miles  of  road 
which  it  is  expected  will  be  in  full  operation  by 
one  year  from  thii  time. 

The  engineer  recommends  the  early  letting  of 
the  contracts  on  the  Greenville  and  Mobile  sec- 
tions, and  urges  such  a  policy  on  the  part  of  the 
directory  as  will  press  the  whole  work  forward  to 
an  early  completion.  If  those  along  the  balance 
of  the  line,  manifest  that  degree  of  interest  which 
has  been  shown  on  other  portions  of  the  road,  and 
lend  that  aid  which  is  requisite  for  the  success  of 
the  project,  it  is  calculated^at  the  cars  may  be 
running  to  Greenville  in  a  li^e  upwards  of  two 
years.  As  this  line  is  a  virti*^  extension  of  the 
Savannah  roads  to  Mobile,  it  is  fair  to  suppose 
that  it  will  receive  much  encouragement  from 
those  interested  in  the  earnings  of  those  improve- 
ments. A  large  portion  of  the  subscriptions  are 
for  grading  and  wooden  superstructure,  which 
would  be  nearly  sufficient  to  place  the  work  <rom 
the  bay  of  Mobile  to  Greenville  in  Butler  county, 
Ala.,  under  contract,  if  provision  could  be  made 
for  the  iron  and  machinery  necessary  to  work  the 
road. 

There  are  now  employed  on  the  fifty-two  miles 
in  progress  a  force  of  575  men,  and  it  is  intended 
to  keep  this  force  up  through  harvest. 

The  estimated  business  of  this  road,  or  rather 
the  43  milts  from  Gerard  to    Chimnenuggee,  for 
the  first  twelve  months  after  its  opening  is  as  fol- 
lows: 
Transportation  50,000  bales  catton  at  50c.  $26,000 

other  freight 30,000 

"         passengers 7,300 

mail 3,000 


'  S65,b00 

The  earnings  of  the  South  Western, Ga.,  railr(^d 
•luring  the  first  year  of  its  operation— a  length  of 
51  miles— were,  from  freights  S80,878  44 ;  passen- 
gers ^6,016  66  ,  mail  $2,580— making  a  tot»l  of 
$129,396. 


There  is  little  rc;»son  to  doubt  that  the  earnings 
of  this  road  per  mile  will  come  nearly  up  to  those 
of  the  South  Western  in  the  year  referred  to — 
1851. 

The  sub.scriptions  to  the  stock  of  the  Girard 
rojid  are  reported  ;is  follows  : 

In  Money $539,850 

Grading  and  culverts  fVom  contractors. . .       6,376 


$546,226 

Subscriptions  in  grading  169  miles;  in  super- 
structure 68,' J  miles;  cross  ties  14,670  in  number, 
and  one  million  bricks. 

It  would  apjioar  from  the  general  tone  of  the 
report  that  the  affairs  of  the  Company  arc  in  the 
most  flourishing  condition;  that  the  operations  for 
the  construction  of  the  road  are  managed  with 
great  prudence  and  caution ;  that  the  confidence 
of  the  public  is  with  the  Company,  and  the  neces- 
sity of  the  improvement  to  the  successful  pro- 
secution of  the  great  interests  of  the  section  of 
Alabama  through  which  it  passes  is  so  generally 
felt  that  there  can  be  no  doubt  of  the  rapid  pro- 
gress and  final  completion  of  the  work.  That  its 
speedy  completion  is  an  object  greatly  to  be  desir- 
ed by  Mobile  and  Savannah,  as  well  as  by  all  those 
on  the  lino  who  will  be  brought  h^  it  into  conve- 
nient proximity  to  a  market,  every  reasonable  per- 
son may  be  fully  satisfied  of  by  one  glance  at  the 
map  tracing  its  proposed  connections,  and  if  the 
condition  and  prospects  of  the  Company  were  ful- 
ly and  explicitly  set  forth,  and  an  effort  made  to 
secure  funds  for  its  speedy  consummation,  we  do 
not  see  any  reason  to  doubt  its  success. 


Tbe  Ijake    Sborc,  or  Chicago  and  MUwau- 
lce«  Railroad. 

The  Common  Council  of  Milwaukee,  by  a  vote 
often  to  five,  have  passed  an  ordinance  submitting 
a  proposition  to  the  people,  to  loan  the  credit  of 
the  city  to  this  company,  to  the  amount  of  $200,- 
000.  The  people  are  to  vote  upon  the  proposition 
on  Wednesday  the  18th  inst. 


To  Contractors. 

SE-\LED  TROPOSALS  will  be  received  at  the 
office  of  thu  I>ela\vat'c,  Lackawanna  and  West- 
ern railroad  <'«>mpaiiy.  No.  45  Wall  street,  N.  Y., 
and  at  the  office  of  tlie  company,  at  Scranton  Lu- 
zerne Co.,  IVnna.,  until  the  10th  day  of  June  next 
for  the  gnnling,  bridging  and  masonry  of  the  East- 
ern division  of  said  iwad,  about  55  miles  to  the 
point  of  junction  wiih  the  New  Jersey  Railroads, 
near  the  Delaware  Water  Gap.  Plans  and  specifi- 
cations will  be  furnished  on  application  to  the 
General  Agent  of  the  Company  at  Scranton. 

The  Road  will  l>e  graded  and  bridged  for  a  dou- 
ble track. 

Office  Delaware,  Lackawaniiaand  Western  Rail- 
road Couii)any. 

GEORGE  W.  PHELPS,  President. 

Nkw  York,  May  13th,  1853. 


To  Kuilroucl  Coiupauies  and 
Contractors. 

A  SUPERINTENDENT,  wlio  h;is  the  very  best 
testimonials  from  some  of  the  mostceli'liialed 
Engineers,  having  liail  charge  of  veiy  Ijirtcc  and 
difficult  works,  on  which  he  gave  tin*  greatest  sat- 
isfaction, wishes  to  make  an  mgafrement  with 
some  Company  or  responsible  Contractor.  He  h.'«s 
the  reputation  of  being  a  very  skillful  nianiiger  of 
large  numbers  of  workmen,  and,  by  retbrence  to 
his  former  employers,  it  will  be  four!<l  tiiat  he  will 
be  a  profitable  man,  although  he  expects  a  fair 
salary.  A  letter  addressed  to  tli»-  IMi^y  <'X  this 
Jouriuil  will  meet  prompt  atttrition 


Book  and  Job  Printing. : 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  '«  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  bkst  manner,  and  with  dispatch. 
They  respectfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
'nme4abks,  Circulars,  Tickets,  <f-c.,  (f-c. 

J.  H.  SCHULTZ  &  CO. 

New  York  April  9,  1853. 


Railroad  Letting. 

PROPOSALS  will  be  received  at  our  office  in 
Cincinnati,  until  Wednesday,  the  8th  day  of 
June  next,  for  the  clearing,  grubbing,  grading  and 
masonry,  of  the  line  of  railroad  from  Cincinnati  to 
Cambridge  city,  Ind.,  about  60  miles. 

Plan  and  profile  of  the  road  will  be  ready  for 
examination  ten  days  before  the  letting. 

This  road  passing  through  a  dry  and  healthy 
country,  where  supplies  are  abundant,  offers  great 
inducements  to  Contractors.  There  will  probably 
be  one  short  tunnel,  and  the  grading  and  masonry 
will  be  heavy.  The  work  to  be  commenced  imme- 
diately afler  the  letting,  and  will  be  paid  for  by 
monthly  estimates. 

OBfers  for  part  pav  in  stock  of  the  road  will  be 
favorably  considered.        A.  DE  GRAFF  &  CO. 

Toledo,  Norwalk  and  Cleve- 
land Railroad. 

FORMING,  ill  connection  with  the  Michigan  Southern  and 
Northern  Indiana,  the  Lake  Shore  und  Cleveland  and  Pitts- 
tturK  Railroad,  the  only  entire  railroad  Uue  between  the  East  and 
Wt»L 

The  best  and  most  expe<litioiiK  route  between  Eastern  Cities, 
Chicago  and  St  Loui^. 

SUMMER  ARRANGEMENT. 

On  and  after  Monday,  May  16, 
1853,  Passejiger  Trains  will  run 
daily  (giinday:>  excepted)  as  fol- 
lows : 

.    . ;      LEAVE  TOLEDO- 

ACCOMXODATION.  Ht  9.10  A.M.,  !>t<i|ipiMg  at  all  8tatioii«. 

Day  Exphkss,  at  3.15  p.m..  stoppinjt  <«ily  at  Fremont,  Belle 
vue,  Monroeville  and  Norwalk. 

Night  Express,  ut  11.15  p.m.,  Ktopiiin*;  only  at  Fremont, 
Bellevue,  Monroeville,  Norwalk  an<l  Oberlin. 
LEAVE  CLEVELAND. 

Day  Express,  at  7  a.m.,  stopping  only  at  Norwalk,  Monroe- 
ville, Bellevue  and  Fremont 

Accommodation,  at  10  a.m.,  stopping  at  all  eitatiuns. 

Night  Express,  at  8  p.m.,  stopping  only  at  Oberlin,  Nor- 
walk, Mouroeville,  Bellevue  and  Fremont. 

CONNECTING  DIRECTLY 

AT  TOLEDO— With  Trains  of  Michigan  Southern  and  Northern 
Indiana  Railroad  for  Chicago  and  Way  Stations,  and  thro' 
the  Chicago  and  Rock  Island  Railroad,  and  Steamers  on  II- 
linuis  River,  fomiing  a  line  to  St  Louis. 

AT  BELLEVUE— With  Trains  of  Mad  River  and  Lake  Erie 
Road  for  Sandusky  City,  Springfield,  Dayton,  Cincinnati,  etc. 

AT  MONROEVILLE— With  trains  of  Mansfield  and  Sandusky, 
Railroad,  for  Sandusky,  Shelby  Junction,  Columbus,  Zanes- 
ville,  Newark,  etc. 

AT  GRAFTON— With  trains  of  Cleveland,  Columbus  and  Cin- 
cinnati Railroad,  for  Cohimbus,  Cincinnati  and  Way  Statiom. 

AT  CLEVELAND— With  trains  of  Lake  Shore  Railroad  for  New 
York  and  BosIoil  via  Buflalo  and  Albany,  and  for  N.  York, 
via  Dunkirk,  with  trainx  of  Cleveland,  andPittsburg  Rail- 
road, for  Pittsburg,  Philadelphia,  Baltimore  and  Washington 
City.  E    B.  PHILLIPS,  Sup-t 

SupenntendenCa  Office  T.,  N.  4"  C.  Ji.It.,  f 
NonoaUc,  O.,  ilfay  10,  1863.      5 


LAHAYE'S 

Patent  Self-acting  Brake. 

THE  attention  of  Railroad  Cotnpanies  is  respectflilly  rallfKi  to 
this  improvement,  used  exclusively  on  all  Passenger  Cars 
upon  the  Philadelphia  and  Reading  Railroad,  and  now  being  at- 
tached to  those  building  for  the  Camden  and  Atlantic  Railroad, 
and  several  other  Roods. 

Lahayc's  Self-acting  Brake  can  he  attached  to  any  Car  with- 
out interfering  with  the  ordinary  Hand  Brake,  is  simple  in  it» 
construction,  and  reliable  in  its  action. 

By  trials  made  with  this  Brake,  Passenger  Trains,  at  a  speed 
of30  miles  per  hour,  have  been  brought  to  rest  within  a  distance 
of  260  feet. 
For  Right  to  use.  or  any  other  intbrniatkn,  apply  to       ■  ■  ■  v 

0.  A.  N0RRI8, 1  '-■ 
American  Railway  Agency,  12  Farquhar  BuikJinga,' 
May  20, 1853.  Philadelphia. 


<?,5-^?-.    . 
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Railroad  Mortgrage,  City  and 
County  Bonds. 

'E  offer  for  sale  at  fair  rates,  the  following 


w 


viz: 


securities  of  the  most  undoubted  character 


S200,000  MARIETTA  &.  CINCINNATI  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  January  1, 
1868. 

S200,000  COVINGTON  &  LEXINGTON  RAIL- 
ROAD MORTGAGE  SEVEN  PER  CENT  CON- 
VERTIBLE BONDS,  redeemable  March  1,  1883. 
$26,000  COVINGTON  &  LEXINGTON  RAIL- 
ROAD CONVERTIBLE  SIX  PER  CENTS,  guar- 
anteed by  the  city  of  Covington,  redeemable  Sept. 
1,  1872. 

SIOO.OOO  MADISON  &  INDIANAPOLIS  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  May  1, 
1862. 

SIOO.OOO  PERU  &  INDIANAPOLIS  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  July  1, 
1864. 

S40,000  SCIOTO  AND  HOCKING  VALLEY 
RAILROAD  SEVEN  PER  CENT.  FIRST  MORT- 
GAGE CONVERTIBLE  BONDS,  redeemable  Nov. 
1,  1861. 

SSO.OOO  OHIO  &  PENNSYLVANIA  RAIL- 
ROAD INCOME  CONVERTIBLE  SEVEN  PER 
CENT.  BONDS,  redeemable  Oct.  1,  1872. 

$60,000  CLEVELAND,  PAINESVILLE  AND 
ASHTABULA  RAILROAD  SECOND  MORT- 
GAGE SEVEN  PER  CENT.  BONDS,  redeemable 
Oct.  1,  1862. 

8100,000  WILMINGTON  &  MANCHESTER 
RAILROAD  SECOND  MORTGAGE  CONVERTI- 
BLE SEVEN  PER  CENT.  BONDS,  redeemable 
Nov.  1,  1873. 

$20,000  BELtEFONTAINE  AND  INDIANA 
RAILROAD,  FIRSt  MORTGAGE  CONVERTI- 
BLE SEVEN  PER  CENT.  BONDS,  redeemable 
Jan.  1,  1866. 

$60,000  WASHINGTON  COUNTY,  (Ohio,) 
SEVEN  P  ER  CENT.  BONDS,  redeemable  July  1, 
1872. 

$50,000  ATHENS  COUNTY,  (Ohio,)  SEVEN 
PER  CENT.  BONDS,  redeemable  July  1,  1872. 

These  two  last  are  guaranteed  by  the  Marietta 
and  Cincinnati  Railroad  Company,  and  made  con- 
vertible into  stock  at  the  holders'  option. 

$30,000  CRAWFORD  COUNTY,  (Ohio,)  SIX 
PER  CENT.  BONDS,  guaranteed  by  the  Ohio  and 
Ind.  Railroad  Company,  and  made  convertible  in- 
to its  stock,  redeemable  Jan.  1,  1868. 

$30,000  FAYETTE  COUNTY,  (Kentucky,)  SIX 
PER  CENT.  BONDS,  guaranteed  by  the  Mays- 
ville  and  Lexington  Railroad  Companv,  redeema- 
ble Sept.  10, 1882. 

$60,000  BOURBON  COUNTY,  (Kentucky,)  SIX 
PER  CENT.  BONDS,  guaranteed  by  the  same,  re- 
deemable July  1,  1882. 

$26,000  BOYLE  COUNTY  (Kentucky)  SIX 
PER  CENT.  BONDS  guaranteed  by  the  Lexing- 
ton and  Danville  Railroad  Company,  redeemable 
July  1,  1882. 

$40,000  MASON  COUNTY  (Kentucky)  SIX 
PER  CENTS,  guaranteed  by  the  Lexington  and 
Maysville  Railroad  Company,  convertible  into 
stock,  redeemable  July  1,  1882. 

$50,000  CITY  OF  MARIETTA  (Ohio,)  SEVEN 

PER  CENT.  BONDS,  guaranteed  by  the  Marietr 

ta  and  Cincinnati  Railroad  Company,  and  made 

convertible  into  itsstock,  redeemable  July  1, 1872. 

$26,000  CITY  OF  ALLEGHENY  (Penn.)  SIX 
PER  CENT.  BONDS,  guaranteed  by  the  Ohio  & 
Pennsylvania  Railroad  Companv,  redeemable  Jan. 
1,  1877.  • 

$26,000  CITY  OF  MADISON  (Ind.)  SIX  PER 
CENT  BONDS,  guaranteed  by  the  Columbus  and 
Shelbyville  Railroad  Company,  and  made  conver- 
tible into  its  stock,  redeemable  Nov.  1,  1872. 

These  bonds  are  for  the  sum  of  $1,000  each, 
with  Coupons,  principal  and  interest,  redeemable 
m  New  York,  the  latter  in  most  cases  first  July, 
and  Ist  January,  in  each  year. 


The  payment  of  the  Railroad  Bonds  in  each 
case  is  secured  by  a  Deed  of  Trust  to  some  res- 
ponsible citizen  of  New  York,  with  power  of  sale 
in  case  of  default. 

The  Country  and  City  Bonds  are  issued  by  vir- 
tue of  special  acts  of  the  Legislature  of  the  proper 
States,  and  by  authority  of  the  votes  of  the  citi- 
zens of  each. 

The  laws  under  which  these  Bonds  are  issued 
require  the  proper  authorities  to  maf:e  a  special  k- 
V1J  of  taxes,  to  he  act  npxrt  exclusively  to  pay  ac- 
cruing interest,  and  to  create  a  sinking  fund  to  re- 
deem the  prncipal,  which  can  be  inforced  through 
the  courts  of  law,  if  necessary. 

These  debts  operate  in  the  nature  of  a  mortgage 
on  all  the  real  and  personal  estate  within  the  citr 
ies  or  counties  respectively.  , 

The  Constitutions  recently  adapted  by  Ohio 
and  Indiana,  prohibit  absolutely  the  creation  of 
any  further  debt  by  counties  or  cities.  This  will 
prevent  any  further  issue  of  such  bonds. 

We  deem  these  .securities  good,  safe  and  desira- 
ble investments.  We  recommend  them  to  our  cor- 
respondents. 

Printed  "Exhibits,"  giving  detailed  information 
in  each  case,  can  be  liad  by  applying  at  our  office. 
WIN  SLOW,  LANIER  &  Co..  No.  62  Wall  st. 


500,000. 

Covington  and  Lexing^ton 

Railroad  Company. 

SEVEN  PER  CENT.  CONVERTIBLE  BONDS. 

THIS  COMPANY  ofllis  for  sale,  at  the  house 
of  their  financial  agents,  Messrs.  Winslow,  La- 
nier &  Co.,  52  Wall  stri-et,  New  York,  500  of  their 
7  per  cent,  convertible  bonds.  The  interest  is  pay- 
able semi-annually  on  the  1st  of  March  and  1st  of 
September,  at  the  Bank  of  America  in  this  city, 
where  the  principal  is  redeemable  in  1883. 

The  Covington  and  Lexington  railroad  com- 
mences at  Covington,  on  the  Ohio  river,  opposite 
the  central  and  business  part  of  Cincinnati,  thence 
runs  through  Falmouth  38  miles — Cynthiana  64 
miles — Paris  77  miles,  to  Lexington,  96  miles, 
where  it  connects  with  the  Lexington  and  Danrille 
railroad,  which  continues  on  South,  through  Dan- 
ville, 131  miles,  to  Tennessee  line,  216  miles,  at 
which  point  a  junction  is  formed  with  the  line  of 
the  South-western  railroad,  which  connects  with 
the  Chattanooga  road,  now  in  operation,  and  with 
the  Southern  railway  system ;  the  lines  of  which 
terminate  at  Charleston,  Savannah,  Mobile  and 
^ew  Orleans.  Thus  a  continuous  railway  connec- 
tion, of  a  common  guage  of  five  feet,  is  formed  be- 
tween the  Ohio  river  at  Covington  and  Cincinnati, 
and  the  principal  ports  upon  the  Southern  Atlan- 
tic and  the  Gulf  of  Mexico. 

At  Lexington  this  road  meets  the  Louisville  and 
Frankfort  Railroad,  the  Maysville  road,  and  Big 
Sandy  railroad.  At  Danville  with  the  Knoxville, 
Nashville,  Bowling  Green,  Memphis  and  McMinn- 
ville  roads — the  trade  and  travel  of  all  which,  de- 
stined for  Covington  or  Cincinnati,  will  be  required 
to  pass  over  this  road. 

This  road  is  a  main  trunk  line,  connecting  the 
South  and  the  West.  It  is,  in  truth,  the  key  to 
Kentucky,  opening  to  the  rich  and  fertile  lands  jf 
the  State,  the  Cincinnati  and  Eastern  markets.  In 
location  it  possesses  the  advantage  of  being  forev- 
er secured  from  competition  by  the  peculiar  con- 
figuration of  the  country.  It  is  being  constructed 
in  the  most  superior  manner,  with  an  almost  level 
grade — there  being  only  twenty  feet  ascent  to  the 
mile  at  any  point  between  Covington  and  Paris, 
and  only  thirty  feet  to  the  mile  between  Paris  and 
Lexington.  The  greater  part  of  the  road  is  entire- 
ly level. 

At  Cincinnati  terminate  nine  important  lines  of 
railway,  traversing  Ohio  and  Indiana,  either  com 
pleted  or  in  course  of  construction,  with  sufficient 
means  secured,  so  as  to  ensure  their  being  built. 
Thes«  roads  enter  the  city  by  five  tracks.  Those 
in  operation  are  among  the  most  productive  roads 
of  the  country,  and  those  constructing  promise  to 
be  equally  profitable. 

On  the  Covington  side  of  the  Ohio  river  there 


* 


are  six  lines  traversing  Kentucky  ftbm  various 
points,  all  of  which,  io  reach  the  Ohio  H^er  at  thie 
place,  concentrate  uj^n  the  Covington »nd  Lexing- 
ton railroad  at  Lexiiigton,  or  with  its  connecting 
lines  South  of  thatci  ,y.  These  secure  toil  so  much 
business  in  addition  to  that  naturally  l^longin^  to 
its  own  line,  that  its  stock  must  unqj^testionably 
equal  the  very  l>est  in  the  country. 

Most  of  the  whole  line  on  the  road  Is  ready  for 
the  superstructure.  The  track  layinglis  progress- 
ing at  the  rate  of  one-half  mile  per  d»y,  and  will 
go  on  at  that  rate  1 3  completion.  T^n  miles  are 
laid,  and  when  twenty  are  completed  trains  will  be 
put  on. 

The  Company  cor  template  opening  itbe  road  to 
Falmouth,  for  use,  ii  July,  and  to  liezlngton  in 
December  next. 

The  preparation  c  f  the  road  bed  fo^  the  super- 
structure— that  is,  ihe  graduation,  njasonry  and 
bridging,  will  cost  316,476  per  mile. 

The  road,  when  f^lly  completed  willh  all  the  ne- 
cessary buildings,  liachinery  and  equjipnient,  will 
cost  ^2,877  per  mile,  which  is  very  l#w,wben  the 
amount  and  characi  er  of  the  work  dohe  is  taken 
into  consideration.  ] The  Company  hate  expended 
$1,875,345  49. 

Stock  already  subsfcribed  and 
paid  in 


Stock  which  the  couiities  of  Kenton,  Peti 
dleton  and  HarriJion  are  authorise^ 
to  subscribe,  ana  which  there  is  lif- 
tle  or  no  doubt  t^ey  will  do 

Cincinnati  loan 

Bonds  to  purchase 

Bonds  endorsed  by 


mostly 

4.  £1,525,660 


iron  for  the  road.  . 

city  of  Covingl^oa  . 

Bonds  now  issued  ind  offered  for  saU. 


The  whole  cost  of  ihe  road 
equipments  and  buildings 
pleted  will  be . 


i 


includinjg 
all  con|- 


100,000 
100,000 
400,000 
200,000 
500,000 

£3,026.660 


3,156,228 


(but  the  road  wil  bje  put  into  operatiKfn 
by  expend-ing  a  mhch  less  sum.) 

Requiring  yet,  befbre  the  road,  build- 
ings and  equipment  are  all  coraplele.  $130,578 
The  mortgage  td  secttre  the  5UU  bonds  now  off- 
ered is  upon  the  whole  road,  propertjjr  and  credits 
and  likewise  secures  500  more  bonds;  if  it  be  found 
necessary  to  usethfem,  executed  to  JAMES  WINS- 
LOW,  with  whom  k  now  is,  at  b2  Wall  street,  con- 
ditioned that  he  may  take  possession  of  and  run 
the  road,  or  sell  it  Ifor  the  benefit  of  the  bondhold- 
ers, in  case  of  defa^lt  of  the  compaqjy  in  meeting 
the  interest  or  pricicipal  of  any  of  these  bonds. 

This  mortgage  is  subject  to  one  to  secure  the 
bonds  for  §"400,000  given  for  iron — Iwhich  iron  is 
now  worth  $260,Obo  more  than  cost.  The  mort- 
gage debt  when  tttese  bonds  are  nej^otiated,  will 
be  $900,000  ;  to  secure  which  are  not  only  the  as- 
sets shown  of  $3,0^6,660,  but  also  the  value  of  the 
right  of  way — groiinds  given  to  the  company,  or 
sold  to  it  at  low  rakes  for  depots  and  other  purpo- 
ses, and  the  enhaiied  value  of  the  ioon — amount- 
ing in  all  to  $463,fK)0. 

Should  the  remaining  600  bonds  aathorised  by 
the  mortgage  be  issued  (which,  however,  will  not 
be  necessary  if  the  counties  subscribe  as  contem- 
plated,) the  road  \*'ill  be  fully  complete,  costirig  at 
the  very  cheapest  k-ate  for  a  first  cUss 

road j $3,156,228 

The  enhanced  value  of  material  and  r<al 
ingrigl 


estate,  incladi 


Then  we 


ight  ofway.......       463,000 


have  • . .  J  • i  . .  $3,619,228 

to  secure  $1,400,0P0,  and  one  of  thejmost  durable 
and  productive  ro|  ^    "'* 

Maps  of  the  roj 
dition  and  affairs 
street,  where  fi 


s  of  the  country} 
and  a  full  exhibit  of  the  con- 
f  the  company  afe  at  52  Wall 
er  information  cat  be  obtained, 
M.  M.  BENTONi  President. 
J __ i . 

Fallroad  Iron. 

Ori/^/^  TONS  su^rior   quality,  deliverj  from    April  foiw 


ward,  witb  5  to  600  teas  per  modth, 

NAYLOR  & 


mt 


i  - 


w  * 


lur  sale  by 
■  ■  CO, 
101  Jotui  streeu 
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AMERICAN    RAIIiROAD    JOURNAIi. 


To  Railroad  Contractors. 


NEW  ORLEANS,  JACKSON  &  GREAT  NORTH 
ERN  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  Office,  (or  through  Post  Office)  in 
Aberdeen,  Miss.,  until  the  1st  day  of  July  next, 
for  the  Graduation,  Masonry  and  Bridging  of  fifty 
miles  of  that  portion  of  the  Second  Division  of  the 
New  Orleans,  Jackson  and  Great  Northern  Rail- 
road extending  from  the  Tombigbee  River  (1>^ 
miles  north  of  Aberdeen)  to  the  Valley  of  the  Be- 
sa  Chitto  Creek  (a  tributary  of  the  Rockanocka- 
my,  in  Chocktaw  County,  Miss. 

Plans  and  Profiles  will  be  ready  for  inspection 
on  and  after  the  twentieth  day  of  June ;  also  after 
said  time  the  character  and  magnitude  of  the  work 
can  be  fully  comprehended  by  passing  over  the 
line  and  reading  the  depth  of  cuts  and  height  of 
embankments  from  the  centre  stakes./ 

Contractors  will  be  furnished  with  Specifications 

and  blank  proposals  on  application  to  the  office. 

Testimonials  as  to  character  and  ability  as  Rail- 

^  road  Contractors,  must  accompany  the  proposals 

*  from  all  persons  or  parties  not  personally  known 

to  the  officers  of  the  company. 

The  line  will  be  divided  into  sections  of  about 
one  mile  each,  and  bids  will  be  received  for  one, 
or  more,  or  the  whole. 

There  is  about  13  miles  of  very  heavy  earth 
work  in  crossing  the  ridges  between  Trim  Cane 
Creek,  and  the  head  waters  of  the  Besa  Chitto; 
which  being  all  in  an  elevated  and  healthy  locali- 
ty presents  attractions  for  the  grading  Contractor. 
The  balance  of  the  distance  will  be  average  work. 
No  rock  of  any  importance  is  encountered  in  the 
whole  distance. 

The  Masonry  consists  chiefly  of  eleven  brick 
Culverts,  with  spans  varying  from  15  to  35  feet, 
and  Brick  Abutments  and  Piers  for  the  Tombigbee 
River  Bridge. 

For  further  particulars  apply  to  Geo.   H.  Hazle- 
hurst  Esq.,  Principal  Assistant  Engineer,  personal- 
ly or  by  letter, — directed  to  Snowsville  Post  Office, 
Choctaw  County,  Miss.,  or  to  the  undersigned. 
By  order  of  the  Board  of  Directors. 
JAS.  H.  GRANT,  Chief  Engineer. 
Engineer  Department,  Aberdeen,  Miss. 


<2iQ  nnn  nnn^^oANONTHEMORT- 

*p0^yj\J\Jy\J\J\J  GAGEBONDS  OF  THE 
ILLINOIS  CENTRAL  RAILROAD  COMPANY. 

This  Company  will  receive  proposals  from  the 
10th  to  the  15th  day  of  June  next,  for  Three  Mill 
ions  of  Dollars  of  its  Construction  Bonds,  to  be  is- 
sued in  sums  of  One  Thousand  and  Five  Hundred 
Dollars  each,  payable  at  the  office  of  the  Company 
in  the  City  of  New  York,  on  the  1st  day  of  April, 
1876,  with  coupons  attached  for  the  payment  of 
interest,  at  the  same  place,  semi-annually,  on  the 
1st  of  April  and  1st  of  October,  in  each  year,  at 
the  rate  of  7  per  cent,  per  annum. 

These  Bonds  are  secured  by  a  first  and  only 
mortgage  to  Trustees  of  the  whole  road  and 
branches,  704  miles  in  length,  and  of  two  millions 
of  acres  of  land  in  the  vicinity  of  the  road,  granted 
by  Congress  to  aid  in  its  construction. 

The  whole  road  is  under  contract,  and  a  large 
force  is  now  employed  in  its  construction.  It  is 
expected  that  350  to  400  miles  will  be  completed 
by  the  1st  of  January  next,  and  the  remainder  of 
the  entire  line  during  the  year  1854.  About  72,- 
000  tons  of  rails  will  be  required,  of  which  67,000 
tons  were  contracted  for  at  the  low  rates  ruling 
one  year  since,  and  is  now  constantly  arriving  at 
New  York  and  Now  Orleans. 

The  whole  amount  oftBonds  which  can  be  issued 
under  the  mortgage  is  seventeen  millions  of  dol 
lars,  of  which  have  been  already  negotiated — 

London  loan,  6  per  cent  Bonds $5,000,000 

In  United  States,  and  on  iron  and  other 
contracts,  7  per  cent  Bonds 5,786,000 


Reports  and  documents  showing  the  financial 
condition  of  the  company,  the  progress  of  the  work 
and  all  necessary  information  relative  to  its  afiairg 
and  prospects,  may  be  obtained  on  application  to 
the  treasurer,  personally  or  by  letter. 

By  order  of  the  Board  of  Directors. 
ROBERT  SCHUYLER  PresH.' 


DAVIDA.NEAL,  Fi«  Pres'l.' 


W.  P.  BURRALL,  Treasurer, 
GEORGE  GRISWOLD, 
MORRIS  KETCHUM, 
JONATHAN  STURGES.       • 
New  York,  April  14,  1863. 


Executive 
f  Committee. 


Alden  J.  Hale, 

COUNSELLOR  AT  LAW,  NOTARY  PUBLIC 

COMMISSIONER  FOR  THE  DIFFERENT  STATES, 

TRINITY  BUILDING, 

No.  Ill  BROADWAY,  NEW  YORK. 

A.  J.  H.  will  attend  to  taking  Acknowledgments,  Depositions 
Affidavits,  etc.,  for  the  Statea  of  Maine,  Vermont,  New  Hampi 
shire,  MassachuitetU,  Rhtxle  Island,  Connecticut,  Pennsylvania 
Ohio.  Indiana,  Wisconsin,  Iowa,  Virginia,  Tennessee,  Alabama 
South  Carolina,  Florida,  Texas,  Missiwippi,  Missouri,  Kentucky 
and  California  ,  Loaning  Money  on  Bond  and  Mortgage,  Nego- 
tiating Sales  of  Real  Estate  in  New  York  and  other  States  •  Ex- 
amining Titles  and  Drawing  Deeds,  Powers  of  Attorney,' and 
other  instruments  in  writing. 

Office  Hours,  from  9  A.  M.  to  6  P.  IC  *   I.- . .  "  - 


Notice  to  Contraetors. 


PHTLADELPHIA,  EASTON  AND  WATER 
GAP  RAILROAD.— Proposals  will  be  receiv- 
ed until  noon,  MAY  25th,  for  the  Graduation  and 
Masonry  of  said  Railroad,  ft-om  a  point  on  the 
Wissahiccon,  about  fourteen  miles  from  Philadel- 
phia, to  Hellertown,  a  distance  of  thirty-six  miles. 
Seventeen  miles  more  will  be  ready  for  contract 
in  a  short  time. 

The  part  now  offered,  includes  a  Tunnel  1800  ft. 
long,  and  a  large  amount  of  Earth  and  Rock  Work 
and  Masonry.  The  route  occupies  a  v'iery  fertile 
and  healthy  country,  accessible  at  all  points.  The 
line  will  be  ready  for  examination.  May  10th,  and 
the  Profiles,  and  Specifications,  and  forms  of  Pro- 
posals, may  be  seen  at  the  Engineer's  Office,  No. 
88  South  FOURTH  Street,  Philadelphia,  after  May 
15th.  t  EDWARD  MILLER, 

Chief  Engineer. 


w 


ICtna  Car  Works. 

BSTLLMETSR  &  SMALL,  TORK,  Pa.,  Proprietors. 
E  are  manuCicturing  to  order  and  by  contract,  Baggage, 


Freight,  Express,  Stoct  "  Beading,"  and  other  patterns 
of  Coal  Cars.  Lumber  and  Gravel  Cars,  of  every  variety,  at 
short  notice,  and  on  favorable  terms. 

Our  facilities  fbr  manubcturing  are  extensive,  and  our  means 
for  transportation  to  all  parts  of  the  country  speedy  and  econo- 
mical. J* 

The  Wheels  we  u.se  receive  our  own  personarattention,  are 
made  of  the  bett  Cold  Blast  Charcoal  Iron,  of  boOi  spoke  and 
I>lRte  pattema,  aolid  and  open  hubs. 

AU  Cars  built  by  us,  an<l  now  in  daily  use  on  the  Pennsylvania 
Central,  Baltimore,  Susquehanna,  York  and  Cumberland  Roads, 
have  been  appmed  as  first  class,  and  carr>-  the  largest  capacity 
ciUowed  on  any  roads.  We  are  prepared  to  furnish  Wheels  and 
Axles  separately  or  fitted.  Springs  and  other  parts  of  Cars  at 
short  notice.  Orders  and  Contracts  <br  Railroad  Companies  so- 
licited. May  20*300 


S10,786,000 
none  of  which  have  been  disposed  of  at  less  than 
par. 

The  Company  will  give  to  each  subscriber  to 
this  loan,  whose  bid  shall  be  accepted,  the  right 
to  subscribe  for  three  shares  of  the  ultimate  capi- 
tal stock  of  the  Company  (170,000  shares  of  $100 
each)  for  each  Bond  of  SI ,000  subscribed  and 
paid  far  by  him,  and  a  like  preportion  for  a  larger 
or  smaller  amount,  and  a  proper  Provisional  cer- 
tificate will  be  given  as  evidence  of  such  right  to 
subscribe  when  the  stock  shall  be  issued,  upon 
payment  of  such  instalment  as  may  be  required  by 
the  Directors,  not  exceeding  the  instalments  then 
called  in  from  other  stockholders,  which  probably 
will  not  exceed  $5  per  share. 

The  Company  reserve  the  right  to  redeem  any 
of  the  Bonds  at  any  time  before  maturity,  on  pay- 
ment of  the  amount  thereof,  with  20  percent  pre- 
mium and  any  accrued  interest. 

No  proposal  will  be  received  at  any  rates  less 
than  par,  and  the  company  reserves  the  right  to 
accept  proposals  for  all  or  any  portion  of  the 
amount. 

Ten  per  cent  of  the  amount  allotted  to  each  sub- 
scriber will  be  required  on  notice  of  the  accept- 
ance of  his  proposals,  and  the  balance  as  called  for 
by  the  directors,  not  exceeding  ten  p)er  ct.  month 
ly.  Any  subscriber,  may,  however,  at  his  option 
pay  up  in  full,  and  receive  his  bonds  at  any  time. 
If  any  subscriber  whose  bid  is  accepted,  shall  pre- 
fer in  lieu  of  the  7  per  cent  bonds  hereby  offered, 
to  receive  six  per  cent  Bonds  of  the  same  charac- 
ter in  every  respect  as  those  issued  for  the  London 
Loan  of  $-5,000,000  of  which  interest  and  principal 
will  be  payable  in  London  at  the  rate  of  four  shil- 
lings and  two  pence  sterling  to  the  dollar,  such 
bonds  will  be  issued,  but  in  such  case  the  subscriber 
will  be  required  to  pay  the  instalments  in  London 
at  the  same  rate,  to  wit :  £208,688  Sdfor  each  bond 
of  $1000.  The  stock  appropriated  to  such  sub- 
scription will  be  .also  registered  in  London  upon 
the  same  terms  and  conditions  a.s  that  now  regis- 
tered there,  if  preferred,  instalments  and  dividends 
thereon  being  payable  there  at  the  same  rate  of 
exchange. 

Interest  in  all  cases  will  be  adjusted  on  payment 
of  the  final  instalment. 

Proposals  will  be  received  by  W.  P.  BURRALL, 
Treasurer,  at  the  office  of  the  Company,  No.  60 
Wall  street,  New  York,  enclosed,  sealed  and  en- 
dorsed, "Proposals  for  Loan  of  $3,000,000  of  Illin- 
ois Central  Railroad  Company." 


Cincinnati  Railroad  Chair 
Manufactory. 


THE  Subscribers  are  prepared  to  make  to  order,  on  short  no- 
tice, Wrought  Iron  Railroad  Chairs,  in  any  quantity  that 
may  be  desired,  which  they  warrant  in  every  particular. 

W.  H.  CLARK  &  CO., 
Cincinnati,  Ohio. 
Office  128  Vine  street,  (opposite  Buniet  House.) 

N.  York  and  a  .  HaTcn  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commencing  JUondatf,  May  9,  1863. 


A 


TKAiHs  raoM  NEW  roRK.      {       triihs  to  hsw  tokk. 
7  A.  M.— Accommodation  to{5.80  A.M.— Special,  from  Fort 


■  'K. 


New  Haven. 
8  A.  M.— Express  for  Boston, 
stopping  at  Stam- 
ford and  Bridge- 
port 

9.10  A.M.— Special     for    Port 

Chester. 

11.30  A.M.— Accommodation  fbr 
New  Havea 

3-00  P.M.— Express  for  New 
Haven,  stopping  at 
Stamford,  Norwalk 
and  Bridgeport 

4.00  P.M.— Accommodation  for 
New  Haven. 

5.00  P.M.— Express  for  Boston, 
stopping  at  N.  Ha- 
ven. 

5.35  P.Bl— Commutation  for  N. 
Haven. 

8.30  P.M.— Special  for  Port 
Chester. 


Chester. 
6.00  A.M. — Commutation  Tram 
New  Havea 

6.15  A.M.— Accommodation  ftn 
New  Havea 

8.16  A.M.— Accommodation  ftn 
New  Haven. 

9.86  A.M.— Express  from  New 
Haven,  Stopping  at 
Bridgeport,  Nor- 
walk and  Stamford. 

IDT  P.M.— Boston  Express, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 

400  P.M.— Special,  fhxn  Port 
Chester. 

4.00  P.M. — Accommodation  ftn 
New  Havea 

9.30  P.M.— Boston  Express, 
stopping  at  Bridge-' 
port,  Norwalk  and 


I  Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  Sup't 
Nete  Havm,  May,  1863. 


Notice. 

LOST  or  stolen  from  the  owners  in  London  a 
package  containing  $26,000,  of  7  per  cent 
convertible  Bonds  of  the  New  York  and  Erie  R.R. 
Co.,  redeemable  in  1862. 

Nos.  186,  916,  1,269,  1,876,  1,628,  1,634,  1.636, 
1,603, 1,727,  1,729,  1,436,  1,347,  2,064,  2,066,  2.- 
056,  2,505,  2,506,  2,507,  2,690,  2,694,  2,696,  2,- 
876,  3,294,  3,295  and  3,460.    $1,000  each. 

All  persons  are  hereby  cautioned  against  negoti- 
ating said  Bonds,  until  further  notice. 


2t.  p. 


Cammann  &>  Co.,  66  Wall  street. 


.M  l^llJl-«-^  .     -  • 
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Brass  Tubes  for  L.ocomotiTe  & 
Marine  Boilers. 

THE  undersign' d,  having  been  appointed  agent  for 
the  highly  respectable  manufacturers,  «te88r8 
Allen,  Everett  A  Son,  ot  Birmineham,  is  prepared  to 
uke  orders  at  fixed  prices,  for  Brass  Tubes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  1  hcse 
Tubes  are  found  to  answer  well,  and  ure  now  in  most 
general  use  in  England,  they  lastmuch  longer  than 
&on,  and  when  worn  out.  realize  about  half  the  amoun  t 
lor  old  metal.  Pnr  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HICKS. 
March  2d,  1863.  90  Beaver  at. 


Railroad  Iron. 

THE  undersigned,  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Rails,  of  the 
usual  pattern  and  weights,  to  be  delivered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  Metals  generally, 
through  the  medium  of  his  friends  in  London. 
For  terms,  apply  to 

JOHN  H.  HICKS, 
April  1,  1863.  90  Beaver  st. 


American  Railway  Agency, 

FOIl  TUB  PURCHASE,  ON  COMMISSION,  Of 
ALL  ARTICLES  REQUIRED  BY 

RAILROAD    COMPANIES. 

OtBce,  13  Tarquhar  BuQdinga,    . 

Philadelphia, 

Bi  &ii¥iS  &  SiiSf 

SHEFFIELD,  EIVCiLAIVD, 

Wannfhctnrers  of 

WARRANTED  Cast  Steel  of  superior  ({iiality  (br  Tods, 
Machinery  and  Sngineering  purposes.  Singto  and 
Double  Shear,  Blister,  German,  Spring  and  Sheet  Steel  oTerery 
description ;  also,  Cast  Steel  Files  of  hiKh  reputation,  ■paeially 
adapted  fbr  the  use  of  Machinists,  and  Saws  aad  Ids*  Tool*  ol 


all 


Coipormte  mark 


USE 


OHAS.  OONORKTl,  Agent, 
68  MaideD-laoe,  New  Tork. 
hand. 


Stocks  of  the  above  goods  oonatantly  on 
January  12. 1853. 


To  Railroad  Go's,  LoeomotlTe 
Builders  and  £n§rlueers. 

THE  undersigned  having  taken  'he  Agency  of  Asb- 
croft's  Steam  Gauge,  would  recommend  iheir 
adoption  bv  those  interested.  They  have  been  exten- 
aively  used  on  Oailroadsi,  Steamers  and  Stationary 
Boi'ers,  where,  from  their  accuracy,  simplicity,  and 
non -liability  to  derangement,  they  have  given  pertect 
■atiafaction.  In  fact,  for  Locomotives,  they  are  the 
•sly  reliablt  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
'^onsultinjf  Rnirineer.  64  Broadway. 


LITHOGRAPHT. 

PUBLISHERS,  Civil  Engineers,  Machinists,  sad 
qiiihns;  Litliographt',  |>lain  or  in  colors,  can  depend  en  the 
high  aniata  of  their  designs,  along  with  promptnees  and  ^ttwrntch. 

DAVID  CHILLAS, 
50  South  Srd  StreeL 
May  Is^  1853.  PhUadelphia. 

Wrought  Iron  Wheels ! 

THE  SUBSCRIBER,  Sole  Agent  in  the  United 
States  for  the  Union  Foandry  in  England,  is 
prepared  to  take  orders  for,  andio  furnish  promptly 
Wrought  Iron  Wheels  at  a  low  cost,  of  a  superior 
qualiiy,  for  Railway  Cars.  These  wheels  are  ex- 
tensively used  in  England,  and  are  already  in  use 
on  sevt-ral  important  railroads  in  America.  Sam- 
ples of  them  can  be  seen  at  24  Broadway,  New 
York,  and  9  Liberty  Square,  Boston. 
4t  19  WM.  BAILEY  LANG. 


Uoole,  Stanlfortta  &  Co., 

MINERVA   WORKS, 
SHEFPIFLD, 
Steel  Converters  and  Kefiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ins  and  Machine  Files ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc  ,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stanUy  on  hand  by  RICHARD  MAKIN, 

Agent  for  the  Manufacturers, 
43  24  Broadway. 


Pease  &  Murphy, 
FULTON    IRON     WORKS, 

FOOT  of  Cherry  St.,  E.  R.    Office,  27  Corlears, 
corner  of  Cherry  st.    Manufacturers  of  Land 
and  Marine  Engines. 
N.  B.     Ensines  and  Boilers  repaired.  6tr 


Fulton  Gajr  Manufactory, 

li  CINCINNATI,  OHIO. 

GEORGE  KECK  would  resperifully  call  the  at- 
lention  of  Railroad  Companies  in  the  West  and 
South  to  his  establishment  at  Cincinnati.  His  facil- 
ities  for  manutacturihe  ate  extensive,  and  the  means 
of  transportation  to  ainerert  points  speedy  and  econ- 
omical. He  is  prepalred  to  execute  te  order,  on  short 
notice,  Eight-wheelad  Passenger  Cars  of  the  most  su 
perior  descrlp'ion.  Open  and  Coveted  Freignt  Cars, 
Four  or  Eight-wheel  Crank  ana  Lever  Hand  Cars, 
I'rucks,  Wheels  and  Axles,  and  Railroad  Work  gen- 
erally. 
Cincinnati,  Ohio,  February  9,  1853. 


Notice. 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
Ctoldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Qirard  building,  No.  60  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  its  branches,  in  a  superior 
manner.  Having  the  best  artists  and  workmen 
employed,  he  can  freely  warrant  his  work  as  equal 
to  any  in  the  trade. 

Publishers,  civil  engineers,  machinists,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch. 

DAVID  CHILLAS, 
Apl  Im  60  South  Third  street 

NEW  YORK 

Lubricating  Oil  ManafaetDring  Co. 

12  BROADWAY, 

PB0PBIBT0B8  AND  MANT7VACTT7KIRS  Of 

DEVLAN'S  PA TENTLUBRICA  TING  OIL, 

rOB  ALL  KIXDS  OF  MACHIHaRT  AVD  KAILKOAOS. 

THIS  OIL  u  DOW  extensively  used  on  the  principal  Bailro«di 
in  Pennsylvania,  New  Tork  and  N.  E.  States.  It  rum  machi. 
nety  with  lew  ftiction,  thereby  eoabling  the  consumer  to  •ccom- 
pliBh  mora  with  the  same  motive  power,  and  save  their  machine 
17  fhm  unoeceeBary  ware.  It  is  entirely  free  from  Oum,  and 
win  eleanae  and  destroy  all  old  Gum  that  has  accumulated  upoo 
SDdM  and  Journals,  by  the  use  of  bad  oil  It  will  wear  looger 
than  Spenn,  and  is  from  thirty  to  forty  cants  a  gaUoo  cbwper, 
vbiota  makea  a  gnataaving  to  tbe  oooMiinar. 


Etna  Safety  Fuse* 

THIS  superior  article  for  ignitin£  the  «harge  in  wet 
or  dry  blasting,  liade  with  DL' FONT'S  best  pow- 
der, is  kept  for  sale  ai  the  office  and  depot  ol 

RE:YNOLa)8  Si  BKOTHCK, 

H^So^  Manu/acturera,^M 
No. 65  Liberty   St.    il 
NEW  YORK.  J 

And  in  the  principal  Cities  and  towns  in  the  V.  States. 
i^  The  Premium  of  the  AMERICAN  INSTl 
TUTE  w.-'S  awarded  to  the  ECtw  Sq/'et^  f\i*e  at  the 
late  Pair  heldi  n  thia  :ity.  , 

Nov«Trt«.   <    1P4U.I  1^ 


Trantwine  on  R.  R.  Gnrres. 

By  John  C.  Trautwink,  Civil  Engineer, 
Philadelphia,  Pa. 

JUST  published,  accompanied  by  a  Table  of  Nat- 
ural Sines  and  Tangents  to  single  minutes,  by 
means  of  which  all  the  necessary  calculations  may 
be  performed  in  the  field. 

This  little  volume  is  intended  as  a  field-book  fui 
assistants ;  and  will  be  found  extremely  useful,  as 
it  contains  full  instructions,  (with  wood  cuts)  for 
.aying  out,  and  adjusting  curves;  with  Tables  ot 
Angles,  Ordinates,  etc.,  for  Curves  varying  from  13 
miles,  down  to  146  feet  Radius. 

A  portable  Table  of  Natural  Sines  and  Tangents 
to  minutes,  has  for  a  longtime  been  a  desideralam 
among  Engineers,  independently  of  its  use  in  lay- 
ing out  curves. 

The  volume  is  neatly  got  up  in  duodecimo;  an., 
handsomely  bound  in  pocket-book  form. 

Sold  by  Wm.  Hamilton,  Actuary  of  the  Fef<  ik- 
lin  Institute,  Philadelphia.    Price  $1. 

Also,  "  TVavivine's  Method  of  Calcuiatin^  £x- 
cavation  and  EnbanknierU." 

By  this  method,  which  is  entirely  new,  (being 
Qow  made  known  tor  the  first  time)  the  cubic  con- 
tents are  ascertained  with  great  ease,  <ind  rapidity 
by  means  of  diagrams,  and  tables  of  level  cuttings! 
Thin  octavo;  neady  half  bound,  01.  For  sale  by 
Wm.  Hamilton. 

Jane  38,  1851. 


Gera^'d  Ralston, 

21  TOKEN  HdUSE  YARD,  LONDON, 

OFPUS    HkB    BSBVICKS    POa    THK 

PURCHASE  AND  SALE  OF 
AMKRlCAiN    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 

DEBTS,  [LEGACIES,  ETC, 
And  for  the  Purchase  and  Insptcition  of 

Railroad  Iron,  Chairs,  or 

any  kind  of  Machinery.  A 
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REFERENCES : 
Messrs  Palmer,  MicKillop,  Dent  &,  Co.,  London. 

•'        George  Peabody  di.  Co.  London. 

"  Curtis,  Boitve  db  Co,  Boston, 
Richard  Irvin,  E£«.,  New  York.  1 
Robert  Ralston,  Esq  ,  Philadelphia, ; 
C.  C.  Jamieson.  Aaq.,  Baltimore. 

cautiokT" 

India-rubber  Car  Springes. 

AN  advertisement  havinc  lately  appeared  m  the 
public  papers,  aigned  H.  H.  Day,  claiming  to 
have  received  trom  the  American  Institute,  tbe  pre- 
mium for  the  best  India-rubber  Car  Spring,  the  aub- 
dcribers  think  it  w«ell  for  the  satiaiaction  of  their 
friends  and  those  interested,  aa  well  aa  for  the  pur 
pose  of  exposing  false  statements,  to  pubuah  the  fol- 
lowing Diploma,  lauely  av^arded  to  F.  M.  RAY,  the 
mventor  01  the  Sprihg.  The  original  ol  which' can 
be  seen  at  the  office  of  the  company.  No.  104  Broad- 
way, New  Yorlt. 

Diploma— Awarded  by  the  American  Institute  to 
F.  M.  RAY,  for  ih<  best  India  rubber  Car  Spring. 
A  Grold  Medal  having  t>een  before  awarded. 
Signed.  JAMES  TALLMADGE, 

PreaiaeoL 

N.  Mkios,  Recording  Sec'y.  . 

Adonieam  CHAMbLCB^  Cor'g.  560*7.1 

New   York,  Oct.,  1851.  ' 

New  England  Caf  Spiing  Co.,  No.  104  Broadway 
New  York.      ___, 7tt  ' 

ToTContimetonr 


^EALED  PROPOSALS  will  be  received  at  the 
CT  Engineer's  o$ce  of  the  Lexinfton  and  Big 
Sandy  Raikoad,  ii^  Mt.  Sterling,  Ky.,  until  Au^ 
10th,  at  sun  down  for  the  graduation  and  masonry 
of  the  whole  of  said  Railroad,  a  di8tanc«  of  126 
miles.  Bids  will  be  received  for  aqy  number  of 
sections,  the  comptoy  reserving  the  right  to  reject 
all  propositions,  if  bone  are  satlsfacUMy. 

Propositions  are  also  invited  by  oontractors  of 
ability,  for  the  whble  road. 

This  road  runs  through  some  of  the  finest  por- 
tions of  the  State,  the  facilities  for  tbe  supplies  of 
every  kind  being  tery  abimdant. 

Plans  and  speiBfications  may  bt  seen  at  th« 
oflice  after  July  lat. 

J.  B.  W^TBBOOK,  ChiQf  Rpy4n^r 

Portland,  April  »,1S68.  -*^  «««"«. 


i 
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AMERICAN    RAILROAD    JOlJRNAi.. 


SAt.£  Of  BOAiDS. 
Columbus,  Plqua  &  Indiana 
Railroad  Bonds.      | 

I  SHALL  sell  at  auction  on  Wednesday  the  8th 
June,  at  12)^  o'clock,  at  the  Merchants'  Ex 
change,  S300,CKK)  7  per  cent.  Convertible  Bonds  of 
the  COLUMBUS,  PIQUA  AND  INDIANA  RAIL- 
ROAD of  Ohio,  being  the  balance  of  $600,000,  se- 
cured by  a  First  Mortgage  on  the  property  and 
franchises  of  the  company,  and  issued  for  the  pur- 
chase of  the  iron  for  the  road.  These  Bonds  are 
in  sums  of  $1,000  each;  they  mature  in  1862,  and 
bear  coupons  for  semi-annual  interest,  payable  at 
the  Ohio  Life  and  Trustcompanyinthis  city.  This 
railroad  extends  from  Columbus,  the  capital  of 
Ohio,  102  miles  westward  to  Union,  on  the  Indiana 
State  Line,  where  it  connects  with  the  Bellefon- 
taine  and  Indianapolis  railroad,  placing  it  in  full 
communication  with  all  the  railroads  branching 
from  Itidianapolis  to  the  Ohio  and  Mississippi  riv- 
ers. At  Columbus  it  joins  with  the  Ohio  Central 
and  the  Steubenville  and  Indiana  railroads,  which, 
through  Wheeling  and  Pittsburg,  connect  with  the 
main  railways  to  Baltimore  and  Philadelphia, 
making  altogether  the  shortest  line  of  roads  that 
can  be  constructed  from  those  seaboard  points, 
through  Ohio,  to  the  Qreat  West. 

The  Counties  bordering  on  the  Columbus,  Piqua 
and  Indiana  railroad,  contain  175,000  inhabitants, 
with  taxable  property  amounting  to  over  $40,000,- 
000.  They  are  rich,  even  for  Ohio,  in  railroad  traf- 
fic. 

The  cash  subscriptions  to  this  road  se-       ■   .i 
cured,  and  nearlvall  paid  up  amount 

to .' $967,600 

The  First  Mortgage  Bonds 600,000 

The  Second  Mortgage  Bonds  have  been 
nearly  all  sold  at  and  over  90,  am't 
to 400,000 


Tbe  American  Railroad  Cbair 
Manufaeturing  Co. 

IN  POUGHKEEPSIE,  N.  Y., 


$1,967,600 

which  will  cover  the  whole  cost  of  the  road,  being 
under  $19,000  per  mile. 

The  work  is  in  rapid  progress  of  completion — a 
section  of  twenty  miles  of  the  track  is  laid  down 
— 26  miles  more  are  being  laid  down,  and  will  be 
running  early  in  June.  The  rest  of  the  road  is 
nearly  ready  for  the  superstructure, and  the  whole 
line  will  be  completed  during  this  year.  The  whole 
iron  for  the  track  is  purchased,  and  at  prices  far 
below  present  rates.  A  glance  at  the  map  will 
show  at  once  the  important  central  position  occu- 
pied by  this  road.  No  other  road  in  Ohio  will 
command  so  large  a  portion  of  the  through  traffic 
from  the  whole  seaboard  to  the  west.  New  York, 
Philadelphia  and  Baltimore  will  all  find  this  a  va- 
luable link  in  the  respective  avenues  which  lead 
from  the  Mississippi  to  these  cities.  The  prospects 
of  this  road  are  such  as  to  make  the  convertibility 
of  the  bonds  of  great  value  to  the  purchaser. 

SIMEON  DRAPER. 

New  York,  May,  14,  1863. 

Railroad  Iron.        |  i 

$l^£%£^d^  TONS  Best  StafiTordshire  Rails  for 
^^^^\F^^  sale  on  early  delivery  in  Liverpool 
by  I  NAYLOR  &  CO.. 


12tf 


99  John  streaL 


To  Surveyors  and  Enffineers. 

A  MAN  of  science,  and  thoroughly  acquainted 
with  surveying  and  civil  engineering,  wibhes 
a  situation  with  some  good  practical  engineer. 
Address  "  H.  W.,"  this  office.  3*12 


Iron  for  Macliinists. 

THE  SUBSCRIBERS, 

IMPORTERS  AND   DEALERS  IN 

IRON  AND  STEEL, 

HAVE  conatantly  on  hand  a  good  assortment  of 
Iron  and  Steel,  expressly  adapted  to  the  use  of 

LOCOMOTIVE  AND  CAR  BUILDERS, 

AND    MACHINISTS    GENERALLY. 
ELLIOTT  &  HOLDEN, 
Feb.  16, 1813.  90  fieekman  st,,  M.  T, 


RE  prepared  to  make  WROUGHT  IRON  RAIL 
ROAD  CHAIRS,  of  Tarious  sizes,  at  short  no- 


tice. 

By  use  of  the  Wrouoht  Irom  Chaik,  the  necessity 
of  the  wedge  is  entirely  done  away— the  lips  oi  the 
chair  being  set,  by  means  of  a  sledge  or  hammer, 
close  and  firmly  to  the  flanee  of  the  rail. 

The  less  thickness  of  metal  necessary  in  the  Wrought 
Iron  Chair  gives  much  greater  power  and  force  to  the 
spikes  when  driven— and  consequently  a  much  less 
liabihty  to  the  spreading  of  the  rails  by  reason  of  the 
spikes  drawing  or  becoming  bent. 

The  less  weight  necessary  in  the  Wrought  Iron 
Chair,  will  enable  us  to  furnish  them  at  a  cost  much 
below  that  ol  Cast  Iron  Chaibs. 

Our  Chairs  are  made  from  Ulster  Iron,  the  quality 
of  which  is  well  known.  Our  Chairs  are  made  bv 
machinery,  and  formed  over  a  die,  consequently  all 
are  uniform  and  alilse. 

Our  Chairs  are  in  use  on  the  following  Roads,  viz : 
Syracuse  and  Utica,  Chester  Valley,  Penn., 

Buffalo  and  Rochester,       Tioga,  " 

"Vorihem,  Norwich  and  Worcester, 

Montreal  and  New  York,  Kings  Mountain,  S.  C, 
Kennbec  and  Portland,      Columbia  aud  Granville, 
Plattsburg  and  Montreal,  Buffalo,  Bayou  Brazos  and 
Chicago  and  Rock  Island,      Colorado,  Texas, 
Milwaukee  and  Miss.,        Panama,  and  others. 

For  further'information  address, 

N.  C.  TROWERIDGE,  Secretary, 
,     Poughkeepaie,  N.  Y 

January  1, 1863. 


BRIDGEWATER  PAINT, 

FOR  WOOD,  BRICK  AND  IRON  BUILDINGS, 

Steam  and  Canal  Boats, 

OB 

For  all  kiotls  of  Woi  alxiTe  and  under  water. 
PERFECTLY  SPARK  AND  CINDER  PROOF, 

Booft  cT  nooses,  and  Decks  of  Steamen,  Bsllraad  aod 
other  Bridget 

Vor  ad»  It  Bbls.,  800  and  400  Iba^  and  K^i,  2ti,  M  nd  100  IbiL 

B.  BOGERT,  Gmeral  Agent, 

Oipal:  U»PMri  and  78  Beaver  st&.  Haw  Tcik 


On 


To  Railroad  Companies,  Car 
Builders,  Maeiiinists,  etc. 

SINGER,  HARTMAN  &  CO., 
SHEFFIELD  IRON   AND  STEEL  WORKS, 

PITTSBURG,  Pa. 
Warehouse  Nos.  1(9  Water,  and  UO  Front  sts. 

HAVING  completed  their  arrangements  for  man- 
ufacturing Car  and  Locomotive  Axles,  Piston 
Rods,  Wrought  Iron  Shafting,  etc.,  either  hammered 
or  rolled,  are  prepared  to  ofier  inducements  as  to  qual- 
ity and  price.    They  also  manufacture 
Boiler  Plate  and  Rivets, 
Railroad  and  Boat  Spikes, 
Car  and  Locomove  iSprlngs, 

"  Spring  Steel, 

Solid  Box  Yioes,  etc.,  etc  .      ^*  ,.  ^ 


«- 


SLMEON  DRAPEK,  No.  46  Pii>«-8t.,  offers  for  sale,  a  variety 
of  KAIL&OAD  BOMDIS  aud  l&IOClUi  \  also  CITY,  lOWN 
uijd  COLMY  BONDS,  amoug  whicti  are— 
Ist  Mortgage  Convertible  Bonds : 

PayabU  in 
7  per  ct. — Buffalo,  Coming  and  New  York 

K.  E New  York,  18OT 

7  per  <*.— Western  Vermont  R.  E "      1881  71 

7  per  ct. — Columbus,  Piqua  and  Indiana.  .  .        "  1862 

7  per  cL— Catawissa,  Williamsport  aud  Erie.        "  1867 

8  per  cL— Peoria  aud  Oquawka "  186S 

6  per  ct.— MaysvUle  aud  Lexington "  1870 

OpercL — Dttupbiu  aud  Susquetuuma  Coal  Co.        "  1877 

1st  Mortgage  Bouds : 

7  per  ct.— Coming  &  Blossburg "  1878 

7  per  cu— Buffalo  auU  New  York  City «•  1866 

7  per  cU— Maustield   aud  Sandusky "  1860 

7  per  ct.— Toledo,  Norwalk  and  Cleveland.  .        "  1861 

7  per  cL— Vermout  Valley "  1861 

7  per  cu— New  Jersey  Central. "      1860-70 

7  per  ct— Brunswick  Caiml  Co "  1867 

7  per  ct— Troy  and  Beiuiingtoa Troy,  N.Y.  1862 

AliiO,  second  Mortgage  bouds  of  many  of  the  above  companies, 
and — 
7  per  ct— Saratoga  and  Washington  E.   E.  New  York,  1862 

7  per  ct— Troy  aud  Bohtou "  Ibti^ 

7  per  ct — Muscogee  Railroad Savannah,   1862 

7  pe»  ct— Uurou  and  Oxford New  York,  1862 

10  per  ct— Manstield  aud  Sandusky  E.  E.  Co.        "      18M-67 
7  per  ct— Township  of  Porllaud,  Ohio.  ...        "  1862 

7  per  ct — City  of  Dayton,  Obio,  guarauleed  by 

Mad  Eiver  E.  E "  1861 

10  per  ct — City  ofKeukuk,  Iowa Keokuk,  1863 

7  per  ct— Town  of  Uurou,  Erie  county,  Ohio.    Huron,    1861 

7  perct— Town  of  Newark,  O New  York,  1860 

7  pur  ct — City  of  Sandusky,  convertible  iD(0 

JuucUou  R.  R.  Stock. "  1866 

7  per  ct— State  of  Calabniia "      186^78 

7  per  ct — Mortgage    bonds  of  the  Atlantic 

Steaoiship  Co •<  18M 

12  per  ct — Impruveuieut  Scrip  of  tbe  State  of 
Wiscousui   lor   uuprovement  of 

l"ox  River "  1862 

Euthind  and  Whitehall  Stock,  with  guarantee  of  7  per  cent 
dividend  by  Saratoga  and  Wasluugton  Railroad. 
Stock  in  the  Westeru  Vermont  E.  E.  Co. 
Stock  in  tlie  Mad  River  R.  R.  Cu. 

Stock  in  the  Buffalo,  Corning  aud  New  York  R.  B.  Co. 
Stock  in  the  Mausheld  aud  Sandusky  R.  R.  Co. 
Stock  in  the  New  York  and  Virgmia  Mail  Steamship 
Company,  paying  20  per  cent  dividends. 


The  Cold  Spring  iron  Worlu 

INCORPORATED  IN  I84a 

IN  the  Town  of  Utis,  County  Berkshire,  Massachu- 
setts, manulactuies  CAR  AXLES,  and  all  kinds 
of  WHULGHT  IKUN  used  in  tbe  manulaciiue  of 
LOCOMOTIVES  and  C.kRS  ;  also,  BAR  IKOiN  of 
ah  deucripiions.  Particular  atieotion  is  paid  to  the 
inunuiacture  of  CAR  AXLES,  and  tbe  Works  being 
situated  in  a  region  ot  WOOD  and  CUAKCOAL, 
with  vvtiich  their  Axles  are  exclusively  made,  the  (Jom- 
pany  feel  confident  they  can  lurmsa  an  atucle  eqiia], 
U  not  superior,  in  quality  and  fimsh  to  any  in  the 
market.  They  sohcit  the  orders  of  RAILROAD 
CORPORATIONS  and  CAR  BUiLDERS,  and  pro- 
mise they  shall  be  promptly  attended  to :  and  execut- 
ed on  terms  as  advantageous ab  con  be  had  elsewhere. 

Thev  reler  to — 
John  Kinsman,  Esq.,  Superintendent  Eastern  Rail- 
road, Salem,  Mass. 
A.  T.  Peirce,  Esq.,  Car  Builder,  Norwich,  Conn. 
£.  T.  Osborn,  Esq.,  Superintendent  of  the  Mad  Biv 

er  and  Lake  Erie  Railroad,  Sandusky  City,  Ohio.  .^ . 
W.  W.  WeihereU,  Car  Builder,  '^  "  : 

,    Address  HKJNRV  MELLUS,  Agent,       ■* 

Bostuu,  Mass.       ■ 

or,  GEO.  W  PRESCUTT,  Sup't,      ' 
Ous*.  Mnna. 

November  12, 186^. 


Antliracite  and  Cliarcoal  Pifi^ 
Iron. 

800  Tons  No.  1  Glendan  Anthracite  Pig  Iron.      ' 

lOOU      "    No.  2  "  "  ^' 

iOOO      "    Forge  "  "  " 

200      "    No.  I  Stockbridge  Charcoal    " 

100      "    No.  2  "  •'  " 

600      "    Forge  Katahdin         "  " 

For  sale  by 

GEORGE  W.  A.  WILLIAMS, 
5  Liberty  Square,  Boeton. 
December  II,  1862.  3m 

»Y 


FOR  SALE. 

^pWO  Sixty  Horse  Power  Beam  Engines,  with 
X  eight  boilers,  suitable  lor  Blast  Furnace, 
Pumping,  or  Mining ;  lormerly  used  by  the  State 
of  Pennsylvania  on  the  Schuylkill  Inchned  Plane, 
near  Philadelphia,  (where  they  may  now  t>e  seen.) 
Apply  to  A.  Sl  P.  ROBERTS, 
No.  804  Walaiu  Street,  Philadelplda.  ^ 
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Notice  to  Coii tractors. 


msMM 


Miaaiaai^pi  duu  Agamic  KdiirudU,  iroui  ieire 
Uaute  to  K>t.  Louis  L«^iiing.— Sealed  propo- 
sals, will  be  received  at  the  office  of  ihe  Company, 
either  ai  Terre  tlaute,  Indiaoai  or  Marshall,  Illi- 
nois, tiuiil  and  on  ihe'  I5ih  day  of  May,  1H53,  at 
sundown,  for  the  grading  and  nnasonry  iroin  Terrt- 
Haute,  Indiana,  to  Pocahontas.  Illinois,  (lsi4  miles) 
and  lor  the  bridge  across  the  Wabash  River. 

Propositions  win  also  be  received  uni'l  and  on  the 
15th  day  of  June  1953^  at  sundown,  at  either  ot  the 
above  named  odices,  for  the  grading  and  masonry 
Irom  Pocahontas  to  CaseyviJle,  (30  miles.) 

Proposals  wjn  (^  preferred  for  sections  not  less 
than  one  nor  more  than  three  miles,  but  will  be  re- 
ceived and  considered  lor  sections  of  ten,  fifteen  ano 
twenty  miles. 

The  Cumpany  reserves  the  right  to  accept  ol 
such  proposals  as  in  their  judgment  will  best  se- 
cure the  prompt  construction  ol  the  road,  and  to 
reject  any  and  all  propositions  as  they  may  think 
pioper 

"ronies  and  specifications  can  be  seen  at  the  ol- 
fice  in  Terr*  Haate  lor  two  weeks  previous  to  the 
'^"'''8.  John  Brough,  President. 

S.  DwiOBT  Eaton,  Engine«>r. 

Terre  Haute.  Ind..  March  1.  1H53 

Engineering. 

THE  Undersii^ed  is  prepared  to  ftmiish  Speetftcaticin,  Bsti- 
mates  and  Plans,  in  general  or  detail,  of  Steamshipe,  Steam- 
boats, Propellers,  High  and  Low  Pressure  Engines,  Boilers,  Mill 
Workj  etc.,  etc.  Particular  attention  given  to  the  procuring  waA 
superintending  of  LocomotiTes,  Tenders,  Cars,  and  Railway  Mar 
chinery  of  every  descrlptioa 

General  Agent  Ashcroft's  Steam  Gauge,  Allen  6c  Noyet'  Me- 
tallic Self-aiijiisting  Conical  Packing,  Dudgeon's  Hydraulic  Jack, 
SewalPs  Saiinometers  etc.,  etc,  etc. 

Acts  as  Agent  tor  the  purchase  or  sale  of;  and  has  always  00 
hand,  Stettmeni  IjOConiotiveB,  Engines,  Boilers  Machinery,  et& 


va 


CHAS.  W.  COPELAND,        r  ^i 
Cottmiiting  Ertfttiter, 
64  Broadway,  N.  T. 


Krupp^s 
BEST  CAST  STKEL. 

Which  obtained  the  Council  Medal  at  the  London  Exhibition  in 

1851. 

Watranted  unapproachaMe  as  to  Quality  and  Size. 

pLATERS  and  other  Ca.«t-Steel  Rollers,  of  any  dimensions 

A    not  exc«>ding  six  feet  long  by  c-ighteen  inches  diameter        ' 

Piston  Rods  and  Shafts  for  Steam  Engines. 

Railway  .ami  other  Axles,  Cranks,  Springs  and  TvTM. 

Cannon,  Rifle  ami  Gun  Barrels.  ' 

Mint  and  other  Rolling  .Mills 

—Particularly  applicable  tor— 
i<..E"'S!I1^'  J'"'-"*''''';  R^ll'-rsand  Plates  ;  Difrsinkere',  Tool-ma 
ktre,  Reed  and  Laco  Makers'  use ;  Drod^ng  Chains,  etc    etc 
Manutactured  at  Es.en,  in  Rbeius^  Prussia,  bv  Fr^.d    kI^p 

,ran***°'*'        '»'HOM  AS  PROS.SER  &,  SON, 

^P**  28  Piatt  street,  New  Y<ik 


_  RAILROAD  IRON. 

'TiHE  Cambria  Iron  Company  are  now  prepared  to  i-ootract 
X    for  Rails  for  ftiture  delivery,   at  their  Works,  Johnstown, 

Penn,  or  upon  the  Alto'jheny  River  at  Pittsburg  or  Frc.(ort 

»,      „V"9^'  Joi»n»to«A  Penn.,  and  4«  Pine  st,  Ne«  York. 
May  2,  1853. 


Wanted, 

A  MAN  as  Managor,  or  Chief  Supoiititendent, 
in  an  Iron  Manufactnring  EsUbli.-ihmem  in 
this  State.  Address  Iron,  box  80,  New  York  Post 
Office.  .  '    . 

May,  2l8t,  1863. 


Wm.  Swinburne. 

LOCOMOTIVE  ENGINE  BUILDER  Paterson, 
N.  J",  Is  prepared  to  eiecute  orders  for  Freight 
and  Passenger  Engines;  also, Tenders,  Wheels,  Ax- 
les, Boilers  and  Railway  Machinery  in  general,  with 
all  the  modern  improvements,  etc.  6tf 

Dudley  B.  Fuller  &  Co.. 

IRON   COMMISSION    MERCHANTS 
No.  139  GREENWICH  STREET, 

NRVr   YORK. 


Fire  Bricks,      id^i 

SCOTCH  Patent— for  sale  in  lots  to  suit  pnrchas- 
ers,  by  G.  O.  ROBERTSON, 

135  Water  street,  comer  of  Pine, 
November  19, 16S2.  New  York. 

ii  ill). -.1/4 
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lilake  &  Parkin, 

MEADOW  STEEL  WORKS, 

SHEFFIELD, 

INVENTOBS    OF 

CORE-ANNEALED  CAST  STEEL, 

A  most  Important  Improctinent  in  CASTSTHULt, 
oritjiaating  with  B  &  P  ,  for  SCrtEW  TAPS,  PIS 
ION  RODS,  ENGRAVERS  to  CALICO  PRINT 
EttS,  SILVER  and  GOLD  ROLLERS,  etc.,  etc, 
wan  anted  to  harden  by  ordinar)  process  without 
breaking,  bein^  soft  in  the  centre  to  any  required  dia- 
ameter,  and  hard  to  any  specified  depth  from  the  out- 
side. 

HARD  CENTRE  CAST  STEEL, 

•■'or  DIES,  LATHE  CENTRES,  MINT  PUR- 
POSES, etc.,  etc.,  warranted  t<>  harden  the  Inside 
without  breaking,  (the  outside  remaining  soft.) 

HARD  AND  aOFT  SURFACE  CAST  STEEL, 
In  Bars  and  Sheets,  hard  on  one  or  both  side*,  and 
soft  in  the  centre ;  or  soft  on  one  or  both  sides,  and 
uard  in  the  centre,  and  adapted  for  a  variety  of  pur- 
poses, as  MACHINE  K"^1VES.  SLIDE  BARS. 
PLOW  KNiVES.PLAMNG  KNIVES,  ROLLER 
BARS  for  Beating  Engines  for  Paper  Makers,  etc. 

^^  This  pecuhar  Sttel  is  quite  SOLID,  and  it  is 
quite  muileabie.  Mid  draws  down  under  the  Hammer, 
dtill  retaining  ilie  difference  of  hardness.     When  hard 
ened,  the  hard  part  is  left  very  hard,  while  the  soft  is 
left  just  harder  than  common  iron. 

THE  REPORT  OF  THE  JURY  OF  THE 

"EXHIBITION  OF  ALL  NATIONS." 

Class  21,  Page  486: 
"  The  attention  of  the  Jury"  was  particularly  called 
to  one  novelty  exhibited  by  Messrs.  BLAKE  <&  PAR 
KIN,  of  SHEFFIELD,  consisting  of  the  union  oi 
TVco  quaiUies  of  Coil  Steel,  hard  and  soft,  in  the  same 
article ;  manufartured  with  much  skill,  they  have  no 
reason  to  doubt  that  the  process  is  peculiar  to  the 
Exhibitors." 

^:-     A  PRIZE  MEDAL  WAS 

AWARDED    TO 

MESSRS.  BLAKE  &  PARKIN. 

N.  B. —  The  Inventors  mark  all  their  Good*  witli 
their  Corporate  Mask— X.  L.  ENT. 

Also,  Cast  Steel,  German  and  Spring  Steel,  war- 
ranted Cast  Steel  Files,  Sawo,  etc. 

GEO.  SANDERSON, 
248  Peeil  st.,  N.  Y. 
February  9,  1853. 

New  Works  on  Civil  Engineering. 

THE  Field  Practice  of  laying  out  Circular  Curves  for  Rail- 
roads.—By  John  C.  Tbautwikb,  Civil  Snjrineer— 2nd  edi- 
tion in  pocket-book  form. 

A  new  and  rapid  method  of  Calculating  the  Culiic  Crmtents  of 
Excavations  and  Embankments,  by  die  aid  of  Dia};ranis. — By 
John  C.  Trautwine,  Civil  Eiitfincer — with  10  Copper  Plates. 

Price  One  Dollar  each— (Kwtap;  on  the  Cur\'es  Three  Cents — 
and  OD  the  Excavations  and  Embankments,  Six  Cents. 

For  sale  by  WILLIAM  HAMILTON, 

HaU  of  the  Franklin  Institute, 
Msy  4, 1858.  Pbilmddphia. 

PATENT 
LocomotiTe    Steam    Cylinder 

BORING  MACHINE 

AND  FOR  OTHER   PURPOSES. 

THIS  Machine  enables  the  Cylinders  to  be  rebored 
without  moving  them  from  their  places,  thereby 
saving  a  great  e.xpense.  We  refer  to  Nashua  &  Lowell, 
Fall  River,  Vt.  Vallev  Vt.  and  Mass.,  Old  Colony, 
\ew  York  and  New  Haven,  Providence,  Hartford 
and  Fishkill,  Western,  Mass.,  New  York  and  Erie, 
Boston  aud  Worcester,  Connecticut  River.  Worcester 
and  Providence,  Champlain  and  St.  Lawrence,  Bos- 
ton and  Maine  and  Hudson  River  Railroads,  who  have 
ih«  Machines  in  use.  For  sale  by 

'iTf^*V  >ilf     BRIDGES  &  BROTHER,  Affts  , 
64  Courtiand  St.  ^"cw  York. 
January  20,  1863. 

Railroad  Iron. 

THE  "Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  3t 
feet  per  rail.    Apply  to 

Trios.  CHAMBERS,  President, 
6:j  Beaver  st,  N.  Y., 
Or  to  the  Agents, 

CHOUTEAU.  MERLE  &  SANFORD, 
NO.  51  New  St.,  New  York. 
September,  1860.  , 


$300,00' 


MORTGAGliCONV 
BONDS. 

We  oiler  for  sale, 
of  the  7  per  cent  1st 


PERU   and  1NI)1ANAP0- 
LiS   RAILROAD   ilRST 
RTIBLE  SEVEN  I'ER  CEN T 


treasonable  rate*,  S300,000 

lortgage  Conveitible  Bonds 

of  the  Peru  and  Indiaiiapuliii  Kailroadj  Company, 

Forty  miles  of  thii  road,  lying  bciw«eu  Indian- 
apolis and  Tipton,  islno\^  couipletc-d  aad  in  opera- 
tion. The  Madison  koad  operates  the  same.  The 
residue  of  the  line  to  Peru,  32  miles,  ^ill  be  com- 
pleted and  in  operaljion  by  the  Ist  of  November 
next.  I 

The  entire  Road  will  cost,  w  hen  coB  ipleted  and 
equipped,  about  Sl.'ioO.OOO. 

The  available  st^k  subscription  is  829,000. 
The  mortgage  debt  ij  but&60U,OUU  in  aJ  ,  the  above 
being  a  part  thereoll  Tlie  Road  owi  b  no  other 
debt.  I 

This  Road  is  advantageously  locate  i,  connect- 
ing at  Indianapolis  with  the  Madisi  >n  road  (of 
which  it  is  a  direct  e;  Lten^ion  northwan  ly )  aud  the 
other  roads  there  cet  tering. 

At  Peru  it  coimects  or  intersects  w^h  the  Wa- 
bash aud  Erie  Canal,  and  it  will  shortly  be  ex- 
tended to  the  Fort  Wayne  and  Chicago  Road  at 
Warsaw. 

It  traverses  a  regi>n  of  great  fertility-  and  pro- 
ductiveness, having  no  other  outlet  td  a  market. 
Its  local  business  alooe,  will,  it  is  thought,  yield  a 
handsome  support.  j 

Pamphlet  exhibits^  w  ith  maps  of  thoj  work,  and 
any  other  more  detailed  information  <ibsired,  will 
be  furnished  on  application  to  the  subscribers. — 
New  York,  April  7,  1)853.  I 

WiySLOW,LAj|l£R  &  Co.,No.6|  WaU-st. 

Superior  Caist  Iron   Gas  and 
Water  Pipes. 

THE  Subscriber  is  prepared  to  contract  for  the  sup- 
ply of  OAST  IRON  PIPES  required  by  Gasit  or 
Water  (^ompai^es,  Corporations,  etc.,  deiiVered  in  any 
Seaport  in  the  Uniom  on  reasomble  leans.  These 
Pipes  are  cast  on  the  most  approved  principle  by  the 
best  Founders  in  Scotland,  from  a  sop^ior  qnalitjr 
of  Pig  iron  remelted,  fare  guaranteed  to  ipsist  a  pres- 
sure ol  300  lbs.  to  the  Square  inch,  or  greater  it  neces- 
sary, and  to  be  soft  enough  to  drill  easUy  and  freely. 
Full  information  regarding  price,  and  references  to 
parties  in  the  United  States  now  using  tht;  Pipes,  can 
be  obtained  on  application  to  the  Agent  in  New  \  ork. 
VriLLIAM  KOY^  Junr., 
21  Renfield  St.,  Glasgow, 

,  .IScotland. 


J.  M.  EADIE,  Agmt, 


26  Front  st 


New  York 


lySO 


Railroad  Iron. 

THE  undersigned,  from  |  their  late  long  engagt^eeit..  with  .«o 
of  die  most  emment  iHowes  ui  the  Iron  Thidc  of  Great 
Britain,  considerinK  themielve*  well  qualifie.1  to  {l.s.^i^t  Railway 
Companies  and  others  in  ihakinjt  purchasoo  in  th4  En»rli>h  mar 
ket*,  tender  their  services  iTree  of  any  charire  to  such  as  will  U- 
vor  them  widi  comraunicajioifiL  either  pervonal  or  by  letter 
Address  JOHN  H.  ACSTIX  &  CO., 

I         ,        2  Intrram  Oourt, 

IMew  York  and  £rie  U.  R. 


jia 


I'ASSENCJeR  TRAINS 

leave  Pier  food  of  Duaue  street, 
as  folkit^'s,  vu: : 


disc 


BiFFALO  Express,  at  ffla.  m.  for  Buf&lo  dir«*t  over  the  N 
T.  and  E.  R.  R..  and  die  Buffalo  and  N.  Y.  City  R.  B.,  without 
change  of  baggage  or  canJ  r 

Chicago  Kxpkess,  at  fla-m.  for  Dunkirk. 

Day  Express,  at  7  a.mi,  for  Dunkirk. 

Mail,  at  9  a.m.  for  Dunkirk,  and  all  intcrmedisko  stations. 

^Way,  at  3.30  p.ni.  for  Delaware  and  all  uitenuadiat^  sunaoe 

Night  Express,  at  6  pJm.  fcr  Dunkirk  and  Birtlato 

Emigrast,  at  7.46  p.m.  lor  Dunkirk  and  all  iafcrmediate  sta- 
Htions.  I  ^ 

The  Express  Trains  coniect  at  Dunkirk  with  tjic  Lake  Shore 
Railroad  for  Cleveland,  afd  theuce  direet  to  Cihcmnati  •  atao 
Sandusk}-,  Toledo  .Mooroei  Chicago  and  St.  Lo4i«  also  with 
first  class  upk^ndid  stcameii  for  Cleveland,  Toledd  and  Detroit 

CHAS.  .MIKOT,  Sup-t 


Railroad  Iron. 

O/V  W^  TONS  in  port  and  to  arrive  during  April 
*J\JSJ\J  and  May— weighing  68  and  60  lbs.  per  Un- 
ea  I  yard,  of  excellent  patterns  and  of  Guest  and  Craw« 
shays  best  make,  for  saJe  on  favorable  terms  by 
DAVIS,  BROOKS  ft  Co. 

Mu  ^  lOtlt. 


*T1 


'i  i   :.i   .■♦^.J 
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CARHART'S    IMPROVED    TURNTABLE. 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly SI, 300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ot  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Shoaid  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars, 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Duraad,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm  E.  Purguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Elsq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  ani  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  3,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  searing,  incladine  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nat  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14,  1853. 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  tor  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and 24  Broadway, 
New  Tork. 


CAUTION. 

RAILROAD  Companies,  and  the  public  generally 
are  hereby  cautioned  against  purchasing  Ricb- 
ardaon's  Patent  Oil  Cups,  or  therigbt  to  use  the  same, 
•zcept  of  the  undersigned.  Proprietor  of  the  Patent, 
or oraome  one  acting  under  his  authority.  Commu- 
nications addressed  to  him  at  Westminster,  Vt.,  will 
0e  DTomptlj  attsndad  to.  B.  DaWOLF,  Jr. 


■r^j.   '  r  !■» 


To  Sngrineers,  Areliiteets  and 
Drangrhtsmen. 

THE  undersigned  begs  respectfully  to  inform  Cten- 
tlcmen  in  the  above  profession*,  that  he  has  con- 
tantly  on  hand  a  great  variety  of  Instruments  for 


Field  and  Office  use. 
Feb  9  1863. 


JAS.  PRENTICE, 
315  Broadway,  N.  Y. 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  Elail- 
road  Wheels  made  from  the  celebrated  9xiord  Iron. 
411  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  O.,  will  be  attended  to  promptly. 


IRON. 
Pierson  &  Co., 

24  BROADWAY,  NEW  YOEK, 

KEEP  on  hand  a  large  and  general  assortment  ol 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactaredfor  LOCOMOTIVE  and  CAR  BUILD 
BRS,  and  RAILROaD  MACHINE  SHOPS  ;  also, 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks.  Axles,  Tires  and  Tire  Bars,  ol 
he  B.  I).  LOWMOOR,  and  other  approved  makes 
mportad  to  order  on  the  most  £kTorable  terms. 


iff   v^rrirnw I 


s'^US.'  %) 


^fy-ju:-. 


i  Mtth«BA<«MV*'»«r 


-.Vti*i; 


^1' 


AMERICM  RAILROAD  JOpNAL. 

i     STEAM  NAVIGATION,  COMMERCE,  MININB,  MANUFACTURE^ 


■:rti-'-:i/:' 


DENRY  y.  POOR,  Editor. 


BSTJJBLISIUBD  HV  18S1. 


PUBLISHED  WEEKLY  BY  J.  H.  SCHULTZ  &  CO.,  AT  NO.  9  SPRUCE  ST.,  NEW  YORK,  AT  FIVE  DOLLARS  PER  ANNUM  IK  ADVANCE. 
Second  Quarto  Ssrisb,  Vol.  IX.,  No.  22. J  SATUbSayTmAY^,  1863.  [PrHous  No.  898^^  Voc.  ZXVLB 


PT7BLI8HBD   BT  J.   H.   SCHTJLTZ   &  CO.,    NO.  9  SPKUCE   ST. 


PaiHCIPAli    COMTKHTS. 


Pacific  Railroad  of  Missouri 337 

Cincinnati,  Hamilton  and  Dayton  Railroad 340 

Consolidation  of  the  Central  Line 341 

Journal  of  Railroad  Law 342 

Indianapolis  and  Springfield  Railroad 343 

Maysville  and  Big  Sandy  Railroad 343 

Auburn  and  Eel  River  Valley  Railroad 343 

EvansTille,  Indianapolis  and  Cleveland  Rail- 
road   343 

Bangor,  Oldtown  and  Milford  Railroad 344 

Bellefontaine  and  Indi?na  Railroad 344 

Mississippi  Valley  Railroad 344 

Toledo,  Norwalk  and  Cleveland  Railroad 344 

Stock  and  Money  Market 345 

Municipal  Subscriptions  to  Railroads 346 

Sinking  Piers  for  R.  R.  by  Pnuematic  Process.  346 

Finances  of  New  Orleans 347 

Shelby  Raibx>ad 847 

East  Tennessee  and  Virginia  Railroad 848 

Alabama  and  Florida  Railroad 348 


American  Railroad  Journal. 


HmtmrdMYt 


y  »9,  1853. 


Paclfle  Railroad  •t  HUsovri. 

The  internal  improvements  of  Missouri  are  as- 
suming a  high  degree  of  interest  and  importance. 
The  progress  of  population  and  commerce,  and  the 
vast  system  of  raihroads  reaching  into  the  Valley  of 
the  Mississippi  from  the  east,  rendered  the  project- 
ed works  of  Missouri  a  necessity.  And  she  has 
gone  into  her  system  deliberately  and  advisedly, 
with  the  experience  of  other  States  before  her,  and 
she  has  planned  it  wisely.  No  other  State  presents 
a  system  better  calculated  to  develope  the  resour- 
ces of  its  various  sections  and  interests,  or  more 
united  and  self-sustaining. 

St.  Locis,  her  commercial  capital,  is  becoming 
the  point  of  convergence  for  all  the  great  railway 
thoroughfares  between  the  Atlantic  seaboard  and 
the  Mississippi.  A  glance  at  the  railway  map  ex- 
hibit the  striking  fact,  that,  from  Canada  to  the 
Qulf,  the  railway  system  coavergea  toward  St.  Louis 

This  fact  must  exercise  a  powerftil  influence  up- 
on St.Louis.  In  connection  with  the  other  fact,  that 
she  is  the  focus  of  the  most  extensive  rivernariga 
tion  in  the  world,  and  is  therefore,  perhaps,  the 


nually  near  four  hundred  thousand  passengers,  and 
being  surrounded  on  all  sides  by  untold  territory, 
rich  in  mineral  as  well  as  agricultural  resources,  it 
seems  inevitable  that  St.  Louis  is  to  be  ultimately 
one  of  the  largest  interior  cities  of  North  Ameri- 
ca. 

Missouri  has  pursued  a  cautious  policy.  She 
has  been  opposed  to  excessive  inflations  of  cn^dit, 
and  has  always  maiutaincd  her  own.  Her  bank 
never  suspended  specie  payments.  Her  State  in- 
debtedness is  chiefly  for  bank  stock,  and  amounts 
at  the  present  time  (a  portion  of  her  bonds  having 
been  lately  paid)  to  about  $600,000.  Her  popula- 
tion has  nearly  doubled  every  ten  years,  and  bow 
exceeds  750,000.  Her  mineral  resources  are  varied 
and  extensive,  and  her  prairie  and  bottom  lands 
are  not  surpassed  in  productiveness. 

Though  late  to  start,  and  therefore  the  more 
able  and  the  better  advised,  she  has  projected  a 
system  of  railways  wliich  radiates  from  her  com- 
mercial metropolis  on  the  western  bank  of  the  Mis- 
sissippi, as  do  those  which  the  interests  of  trade 
and  capital  are  building  on  the  eastern. 

But  her  first  and  favorite  work  seems  to  be  the 
Pacific  Railroad.  Into  this  work  St.  Louis  has 
put  her  energy  and  capital.  Its  Board  of  Direct- 
ors are  among  her  best  and  wealthiest  citizens,  all 
of  them  deeply  interested  in  the  object.  For  this 
work  the  State  has  granted  nearly  every  thing  that 
has  been  asked  for  it.  A  favorable  charter,  with 
ail  necessary  powers  and  privileges, ;  au  exemption 
from  all  taxation  until  the  work  is  completed ;  a  loan 
of  the  public  credit  to  the  extent  of  $4,000,000, 
and  an  absolute  transfer  of  the  grant  of  lands  made 
to  the  State  by  Congress,  to  aid  in  the  construction, 
June  lOtb,  1862,  amounting  to  about  one  million 
two  himdred  and  fifty  thousand  acres.  All  the 
State  asks  or  requires  in  return  for  these  valuable 
grants,  is  the  construction  of  the  road  to  Jackson 
county,  in  five  years  from  December  25, 1862,  and 
the  consolidation  of  the  South-western  Branch 
within  ten  years  from  the  act  of  June  10, 1862. 

The  work  of  the  company  is  laid  out  as  follows: 
From  St.  Louis  it  passes  westward  into  the  valley 
cf  the  Maramec  acout  forty  miles,  where,  at  th« 
border  of  Franklin  county  it  forks.  From  thence 
the  madn  line  passes  into  the  rich  valley  of  the  Mis- 


4- 


Jackson  county,  in  the  vicinity  of  the  mouth  of  the 
Kanz;is  river,  the  whole  route  is  through  a  prai- 
rie country  of  Ine  most  fertile  description,  and 
underlaid  with  mines  of  coal,  in  many  places  known 
to  be  of  the  Cantel  variety,  and  of  unusual  thick- 
ness. On  this  ro|ite,  and  within  twenty  miles  of  it, 
there  are  no  less  ^haa  two  hundred  and  fifty  thou- 
sand  iDhabitant«,jand  not  less  than  one  million  at 
acres  of  land  im)iroved. 

We  enumerate  a  few  of  the  principal  agricultur- 
al products  of  this  strip  of  territory,  according  to 
the  census  of  18q0  as  follows  : 

Cattle  &  Sh^p  and        Tons  Of  Wheat, 

horses.  ^ine.             Hemfe.  bushels. 

272,977  587,641             7,6^  789,089 

Com,  bush.  O^ts  do     Tobacco,  lbs.  Butter,  lbs. 

9,389,616  1,4168,772        2,824,982  2.108,666 

The  length  of  this  line  of  road  will  be  about  280 
mUes  froni  St.  LOuis  to  the  western  boundary  of 
the  state.  Of  this,  forty  miles  it  is  expected,  will 
be  in  operation  On  the  1st  of  July,  and  eighty-five 
miles  further,  retu:bing  Jefferson  city,  is  under  con- 
struction, and  it  is  expected,  will  be  finished  WHoe- 
time  next  year.         (j  ill  ' 

The  cost  of  this  lioe  completed,  Is  estimated  by 

the  engineer,  at  present  high  rates,  at.. $7 ,483,000 
Engines  and  cari 376,000 


iT,  at  br 
id  cart. 


Of  which  is  already  expended. .... 


Remaining  Cost 1 ^,258,000 

The  available  'means  of  the  company  for  the  con- 
struction of  this  line,  consist  at  present,  as  fol> 
lows: 


this 


$7,868,000 
.   1,600,000 


Stock  subscribed  and  proposed,  -equal 

to : 1....  $2,600,000 

State  loan  applittable. |  . . . .   3,000,000 

Portion  of  proposed  loan  derivable  frmn 
land  grant,  applicable,  about 1,876,000 

TotiJ !..  .'. ..$6,876,000 

This  line  is  oil  the  great  emigr«nt  route  to  the 
far  west  territories,  Nebraska,  Nev  Mexico,  Utah, 
Oregon,  and  the  state  of  Califomiii,  oa  which  the 
travel  has  reached  as  high  a-s  60,000  per  annum. 
The  rich  valley  of  the  Kanzas,  described  by  Bry- 
ant as  the  "ftiture  eden  of  Americfi,"  lies  just  be- 


yond its  western  tofrminus.  The  only  means,  at 
largest  of  all  steamboat  ports,  havlDg  no  less  thanlsouri,  and  follows  it  about  eighty  miles  to  Jeffer- J  present,  of  transportation  for  this  district  of  coun- 
iff»  laaadKi »ui  Uur^-ooe  steamers  canyiog  ao-lson  city,  the  sUte  cajtitoL    from  tbis  point  (oltzy,  is  tto  Missanii  liTer.    Xlu»  k  r'liMiHr  bat  f^ 


^<"-^  .o-'T^f 


'»^_:,7~^».- ,  ^^"•r^^'**.'^^  ^^;^T    ~s«»-'.t«'.    i  .''^r>7y.  .-  .v  ^--n  ■■  - 


:r 


Cjy TT-l  'f;~^f~. 


■u^ 


338 


AMERICAN    RAILROAD    JOURNAL. 


part  of  the  year,  and  is  at  all  times  dangerous,  un- 
certain and  expensive. 

l^itteut  foing  ioto  aQ  tj|e  det^,  Mr«  ^e  the  re- 
sults of  Ihe  engineer's  estiXBates  of  ^e  business  up- 
oq  tli»  i^e^bea  complebed,  aa  follows :  ^ 

From  freight $978,500 

From  passengers 279,250 


;  •  $i^;750 

Deducting  forty  i)er  cent,  for  expenses. . .  503,100 


$754,650 

If  this  be  true  of  the  present  state  of  a^aji'f  i  fn^l 
we  have  no  reason  to  doubt  its  truth,  it  may  rea- 
sonably be  expected  from  the  experience  of  all  our 
railways,  that  this  business  will  be  largely  increas- 
ed, and^tbat  the  stock  will  pay  ten  per  cent,  and 
indefinitely  upwards. 

Diverging  from  the  above  described  line  40  miles 
westward  from  St.  Louis,  the  Pacific  railroad  com- 
pany have  laid  out  a  branch  called  the  Southwes- 
tern Branch,  ruuuing  up  the  valley  of  the  Mera- 
mec,  crossing  the  Gasconade  river,  and  striking  out 
upon  the  high  and  fertile  plains  of  southwestern 
Missouri,  and  terminating  upon  the  western  boun- 
bary,  on  the  Neosho  river,  opposite  the  Cherokee 
nation,  celebrated  for  their  high  degree  of  civiliza- 
tion. This  branch  will  bo  about  three  hundred 
miles  long.  For  this  line  the  company  have  open- 
ed no  subscription  for  stock.  With  a  munificent 
grant  of  lands,  they  have  not  thought  it  necessary. 
The  capital  along  the  line  can  be  profitably  em- 
ployed in  developing  the  immense  resources  of  the 
country,  thereby  directly  contributing  to  the  ulti- 
mate profit  of  the  company.  The  land  granted  is 
of  alternate  sections  for  six  sections  in  width,  on 
each  side  of  the  road,  and  has  been  officially  certi- 
fied by  the  commissioner  of  the  general  land  office 
to  amount  to  over  1,207,000  acres,  and  when  final- 
ly adjusted  will  probably  exceed  that. 

The  plan  upon  which  it  is  proposed  to  manage 
these  lands  is  perhaps  sufficiently  developed  in  the 
communication  of  the  president  of  the  company  to 
the  board  of  directors  which  will  be  found  in  .an- 
other column.  The  sales  of  the  canal  lands  in  Il- 
linois, and  of  the  lands  along  the  various  lines  of 
rsulway  in  that  and  other  states  is  a  pretty  satis- 
factory experimental  proof  that  the  calculations 
placed  upon  the  ultimate  value  of  these  lands,  af- 
ter the  construction  of  a  railroad  through  them  is 
well  foimded. 

For  the  construction  of  the  road,  the  Company 
propose  to  make  a  loan,  which,  in  the  end,  may  be 
less,  but  will  not  exceed  ten  millions.  They  seek 
now  for  four  millions  only,  and  that  to  be  forth 
coming  at  a  rate  not  exceeding  ten  per  cent  per 
month,  adjusting  the  interest  on  payment  of  the 
final  instalment.  The  security  they  offer  is  not 
only  the  Southwest  Branch  railroad  which  they 
propose  to  build  with  the  money,  btit  they  include 
in  the  mortgage  One  Million  of  Acres  of  their 
land  on  that  line,  and  also  their  other  mabi  line 
and  their  capital  stock,  the  main  line  subject  to  the 
lien  of  the  State  for  such  amount  of  bonds  as  may 
be  loaned  to  the  company  under  the  laws  now  in 
force.  The  bonds  which  the  company  issue  run 
20  years,  bear  7  per  cent  interest,  payable  semi- 
annually in  New  York,  and  are  half  convertabk 
Into  stock  of  the  company,  and  may  at  any  tune  be 
converted  into  the  land  of  the  company  at  prices 
to  be  fixed  by  them.  To  aid  the  company  to  meet 
the  interest  they  set  apart  their  surplus  lands,  over 
the  million  of  acres,  waouating  to  260,000  acres 


more  or  less,  the  profits  of  the  portion  of  the  rojvd 
in  oiHjration,  which  doubtless  must  be  considerable 
4e^in  the  a9Xty«ai^,whei^l25  miles  will  be  com- 
i>leted  ;  and  nuy  also  caltin  instJtiment8,4D  their 
stock  sabscriptiooB,  otitfi  tiic  stock  is  fully  jpwdd  up- 
As  it  is  the  object  of  the  company  to  make  the  Inds 
liquidate  the  bonds,they  will  sell  no  lands  exceptfor 
that  p«ipo9e.  Ther^ore,  it  ia  of  som^  rahie  to  tbe 
bond  holder  to  have  his  bond  convertible  inlo 
land.     But  it  is  perhaps  a  still  greater  advantage, 

eat  ^ne  haU'9f  l}is  bond  j^  convei^le  into  sl^>ck 
\iA  compviy  aX  i&t  It  Is  qi]jt«  plaiuvthai,Sf 
the  main  road  is  to  be  a  par  stock,  or  a  ten  f)er 
-caiil.'4kayiog  M)ad,.the  Branah,  imiU  fay  the  iand*, 
witliout  expense  to  the  stockholders,  l)eing  a  free 
gift,  pust  a^d  yiat  m^c^  to  tb^  valui^  qt'  the  stgck. 
There  Is  another 'consideration  to  wTiich  we  have 
not  alluded,  viz.,  the  probability  that  one  or  the 
other  of  these  lines  will  be  the  great  National 
thoroughfare  to  the  Pacific  Ocean.  Of  that  proba- 
bility om*  readers  must  judge.  The  Missourians, 
who  claim  to  have  a  more  intimate  knowledge  of 
the  country  West  of  their  State,  by  re;isoii  of  their 
long  commercial  intercour.se  with  that  country  than 
the  people  of  other  states,  ;issert,  that  it  is  not 
merely  probable,   but  it  is  infvkable.    One  thing 


they  may  claim  without  controversy,  and  that  is 
that  the  lines  of  the  Pacific  Railroad  Company  are 
so  situated,  that,  they  will  be  able  to  connect  with 
a  northern  or  a  southern  route,  and  if  a  Central  one 
be  adopted,  they  are  on  it,  or  near  it. 

It  must  therefore  be  admitted  under  all  the  cir- 
cumstances, that  no  loan  of  greater  interest  or  pro- 
mise has  been  proposed  than  the  one  under  con- 
sideration. The  security  is  better  than  railroad 
securities  generally,  because  it  adds  to  the  road  a 
large  real  estate  security.  Railroad  securities 
gener.iUy  are  based  upon  the  roads  only.  The 
chance,  offered  to  capitalists  seeking  these  kind  of 
investments,  of  an  interest  in  a  large  land  grant  as 
well  as  a  good  stock,  is  a  rare  one,  and  such  a.s,  we 
venture  to  affirm,  will  not  be  offered  soon  again. 

The  lines  of  the  Pacific  Railroad  Company  of 
Missouri  are  but  continuations  of  the  following: 

The  lines  projected  from  Toledo  and  Cleveland 
direct  to  Alton  and  St.  Louis,  bring  the  trade  of 
St.  Louis  direct  to  the  Erie  Railroad,  and  also  to 
the  New  York  Central  line.  By  the  Ohio  and  Mis- 
sissippi Railroad,  the  Baltimore  and  Ohio  and  the 
Pennsylvania  Central,  are  brought  into  almost  di- 
rect connection.  By  the  Alton  and  Sprmgfleld  and 
Central  railroad  of  Illinois  a  connection  is  made  at 
Chicago  with  the  Michigan  Central  and  the  Mich- 
igan Southern  railways.  By  the  road  to  Louisville 
and  the  southern  part  of  the  Illinois  Central,  im- 
mediate' connection  is  made  with  the  rojids  of  Ken- 
tucky, Tenues.see,  Alabama,  Georgia,  South  Caro- 
linia  and  Virginia. 

The  object  of  the  present  proposed  loan  of  the 
Pacific  Railroad  Company  is  principally  to  put 
tmder  construction  their  Southwest  Branch  running 
through  their  lands.  For  a  more  full  understand- 
ing of  that  route  wc  annex  a  description  of  its 
general  characteristics  from  the  Engineer's  Report. 

"  The  South-west  Branch  passes  inland  its  whole 
length,  developing  a  country  that,  up  to  this  time, 
has  had  no  convenient  access  to  a  market. 

"  The  first  Division  extends  (from  the  main  stem 
of  the  Pacific  railroad  about  40  miles  from  the  St. 
Louis,  near  the  wtjst  line  of  St.  Louis  County)  to 
the  Gasconade  River  at  the  mouth  of  Little  Piney, 


ly  on  the  ridge  or  divide  between  the  waters  of  the 
Merimac  and  those  of  the  Boiu-beuse  ;  it  descends 
the  vjJJey  q[  the  Beaver  Cr§ek  to  Little  Piney,  and 
dowi^QiatBtream  to  Its  iBotith.  . 

"{The  ci&ntry  traversed  tjy  and  triputiiry  t6this 
poiiioa  of  4he  road  ii^^iQil  in  in>n,:lea||  atid  copper 
The  Meramec  iron  works  are  within  six  miles  of  the 
road,  and  several  mines  of  leaf!  and  copper  are 
now  .fiuccesbfully  worked.  ,  , 
• "  There.  4re  ti^  jrou  W9t^  op  the  Meramec;  the 
Moselle,  at  the  mouth  df  the  Botlrbeuse,  and  the 
Meramec  or  James',  at  the  great  Spring,  near  the 
mouth  of  the  dry  fork  of  the  Meramec. 
jf'"  ^'M'^*'!'  T^orks  coiLsist  of  one  furnace,  several 
Room*riee  fend  a  rolling  mill.  Then*  ore  bankr> 
are  inexhaustible,  and  their  iron  of  superior  qual- 
ity. Their  water  power  is  the  best  in  the  State. 
Another  iron  furnace  has  been  commenced  on  the 
south  side  of  the  Meramec  near  the  Moselle  works, 
but  operations  have  been  suspended  for  the  pres- 
ent, though  not  because  of  any  deficiency  of  ore. 

"  Iron  ore  is  in  sufficient  abundance  on  other 
parts  of  the  Merimac  to  warrant  the  erection  of 
furnaces,  if  proper  facilities  were  afforded  for  send- 
ing the  produce  to  market. 

"  The  lead  furnaces  on  the  Meramec  are  as  fol- 
lows :  Thews  &  Valles,  which  melts  the  produce 
of  the  Mount  Hope  and  Cove  leads.  These  leads 
are  vertical  and  of  good  strength,  and  willproduce 
a  permanent  yield  of  ore.  J.  N.  Inges'  furnace  is 
'Virginia  lead,'  the  richest  and  strongest  vertical 
lead  vein  ever  opened  m  the  United  States,  but 
not  worked  very  much  now  for  want  of  capital  and 
mining  enterprise  to  work  it  below  its  present  lev- 
el, now  about  260  feet  from  the  surface,  to  which 
depth  it  has  been  worked  by  horse  power.  There 
are  three  other  lead  f  iu*naces  on  the  Meramec ; 
Gallagher's,  Hiblers'  and  Chapman's.  The  yield 
of  their  furnaces  is  not  known,  nor  are  they  in  blast 
but  a  part  of  the  time,  as  no  steady  mining  is  car- 
ried on  in  their  vicinity  for  want  of  the  requisite 
capital  and  mining  experience  to  penetrate  below 
the  surface  of  the  earth,  and  for  want  of  transpor- 
tation. 

"  No  vertical  lead  veins  have  been  discovered 
above  the  'Virginia  lead,'  but  nearly  every  hill  bor- 
dering the  Meramec,  from  this  pouit  to  the  Curtois 
Creek,  a  distance  of  about  40  miles,  willyieldmore 
or  less  lead,  the  formation  being  thatof  magnioesian 
limestone,  known  as  the  'lead  bearing  rock.'  The 
lead  ore,  so  far  as  discovered,  exists  in  horizontal 
layers,  beds  or  veins,  (in  this  region)  at  different 
elevations,  which  have  not  been  opened  except  in 
a  very  few  instances.  The  mining  now  carried  on 
consists  in  searching  for  the  loose  ore  beneath  the 
clay  on  the  sides  of  the  hills,  where  its  rocky  en- 
closure has  decayed,  and  left  the  ore  free  and  easi- 
ly to  be  obtained  by  the  pick  and  shovel  of  the 
most  inexperienced  miner.  When  capital  and  mi- 
ning experience  are  enlisted  in  the  business,  it  is 
believed  the  yields  of  lead  ore  on  the  Meramec  riv- 
er will  be  very  large. 

"  In  addition  to  the  lead  veins  already  referred 
to,  there  are  several  other  mines  which  yield  well, 
though  not  yet  proved  to  be  vertical  veins.  These 
are  the  Gonerelly  and  Bethold  mine  ;  the  Thames 
minej'Clark  and  Westover  mines  ;  Green's  diggings; 
Mineral  Hill  diggings;  and  Frank  &  William's 
mines,  all  of  which  yield  well,  when  mined  with 
judgment. 

"  There  are  two  copper  furnaces  ;  one  owned  by 
the  Stanton  Copper  Company  of  St.  Louis ;  the 
other  by  the  Meramec  Copper  Company.  Only  one, 
the  Stanton,  hjis  been  in  operation  the  last  year. — 
Each  Compony  own  seversil  valuable  copper  mines 
along  the  Meramec.  Clark  and  Hibler  also  own 
several,  which  have  been  only  far  enough  explored 
to  show  that  they  were  valuable  mines.  Mr.  A. 
Park  is  owner  of  several  copper  mines  of  value, 
and  has  been  opening  one  or  two  the  last  year  on 
the  Indian  Creek,  a  tributary  of  the  Meramec. — 
None  of  these  mines  except  those  of  the  Stanton 
Company  have  been  opened  deeper  than  caa  be 
done  by  a  common  hand  windlass,  yet  the  yield  in 
some  instances  has  been  very  promising.  The 
Stanton  Company  have  been  working  with  horse 


a  distance  of  about  ninety  miles  Iho  line  is  most-j  power  the  last  year,  and  the  rich  yield  of  their 
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mine  bats  induced  them  to  resort  to  steam  power 
in  order  to  descend  to  greater  depths  and  richer 
ores.  As  an  agricultural  country  it  is  not  equal  to 
the  region  further  west,  the  ridges  are  rocky  and 
not  very  fertile,  but  the  valleys  are  very  product- 
ive. 

"  The  Second  Division  extends  from  the  mouth 
of  Little  Piney  to  Springfield,  a  distance  of  about 
one  hundred  and  fifty  miles.  Immediately  to  the 
south,  on  the  head  waters  of  the  Meramec,  St. 
Francis,  Big  Black  and  Current  rivers,  and  on  the 
tributaries  of  the  Qasconade  are  very  extensive 
pine  forests.  The  pine  from  them  will  find  its  way 
to  market  over  the  Southwest  branch  railroad  al- 
though it  lies  from  twelve  to  twenty  miles  from 
the  line  of  road.  But  the  largest  portion,  for  the 
present,  will  come  from  Piney  crock  and  other 
parts  of  the  waters  of  the  Gasconade.  It  is  estima- 
ted that  there  are  from  thirty  to  forty  Pine  saw- 
mills on  these  waters,  the  products  of  which,  sent 
down  the  river,  are  from  three  to  four  million  feet 
annually.  The  dangers  and  uncertainties  of  river 
navigation  operate  to  the  serious  injury  of  this 
trade.  Some  of  the  large  lumber  dealers  were  near- 
ly ruined  last  year  by  the  loss  of  rafts  on  the  Mis- 
souri. There  is  good  reason  for  believing  that  all 
the  lumber  sent  to  St.  Louis,  will  seek  conveyance 
by  the  railroad,  and  in  addition  a  large  business  be 
established  for  the  broad  prairie  plains  of  the 
southwest. 

"  The  line  after  leaving  the  valley  of  the  Gasco- 
nade, lies  upon  the  ridge  between  the  Osage  and 
Gasconade  rivers.  For  the  first  thirty  miles,  the 
ridge  is  narrow,  crooked  and  undulating.  From 
this  westwardly  the  character  of  the  country  be- 
gins to  change,  the  ridge  becomes  broader,  the  de- 
clivities less  abrupt,  the  valleys  wider  and  a  larger 
proportion  of  the  land  seems  to  be  fertile  and  pro- 
ductive. I  am  not  aware  of  any  mineral  having 
been  discovered  in  this  division. 

"  The  Third  Division  extends  from  Springfield 
to  the  State  line,  about  95  miles.  About  thirty 
miles  west  of  Springfield,  the  line  leaves  the  sum- 
mit between  the  Osage  and  White  rivers,  and  pass- 
ing down  one  branch  of  Spring  river  and  up  anoth- 
er, it  crosses  into  the  valley  of  Cedar  creek,  down 
that  to  Shoal  creek,  and  down  that  to  the  mouth 
of  Hickory  creek,  near  Neosho,  then  up  a  small  tri- 
butary of  Hickory  to  the  head  of  Lost  creek,  and 
down  that  stream  to  the  State  line,  at  a  point  about 
twenty-five  miles  north  of  the  Arkansas  line. 

"  The  region  traversed  by  this  division  is  of  the 
richest  and  most  fertile  nature;  broad  prairies, 
slightly  undulating,  wide  valleys,  gentle  declivities 
ofvaried  character,  but  all  fertile,  constitute  the 
greater  portion  of  this  part  of  the  state.  Near  Ne- 
osho, the  line  passes  through  an  immense  deposit 
of  lead  ore,  which  has  been  fomid  to  extend  over 
an  area  of  more  than  five  hundred  square  miles ! 
The  ore  is  exceedingly  abundant,  and  easily  mined. 
It  yields  over  70  per  cent  of  lead  of  the  best  and 
•oftest  quality.  At  present  only  one  furnace  is 
employed  in  smelting  the  ore,  and  that  is  only 
worked  two  or  three  months  in  the  year.  The  pigs 
are  hauled  in  wagons  twenty  miles  to  the  Neosho 
river,  sent  in  flat  boats  down  to  Fort  Smith,  and 
thence  in  steamboats  down  the  Arkansas  and'  Mis- 
sippi  to  New  Orleans,  and  thence  by  sea  to  New 
York.  This  can  only  be  done  for  a  few  months  of 
the  spring,  and  though  the  profits  are  sufficiently 
remunerative,  the  great  want  of  capital  has  hith- 
erto prevented  the  working  of  these  mines  to  any 
great  extent.  It  would  be  difficult  to  estimate  cor- 
rectly the  amount  that  would  be  made  and  sent  to 
market,  were  there  a  regular,  cheap  and  speedy 
communication  by  railroad  with  St.  Louis. 

"  Coal  is  also  found  in  the  vicinity  of  the  line, 
and  Shoal,  Hickory,  and  Spring  creeks  on  the  north, 
and  Buffalo  on  the  south,  afford  abundant  supplies 
of  power  for  machinery. 

Beyond  the  terminus  lies  a  vast  and  vertile  ter- 
ritory, now  inhabited  by  the  numerous  Indian 
tribes  itccumulated  there  by  the  policy  of  the  gov- 
ernment. Many  of  these  tribes  are  partially  civil- 
ized and  engaged  in  agriculture.  Immediately  be- 
yond lay  4*^lds  of  saU,  and  thousands  of  acres  cov- 
enid  witb^psum !" 


•  iii>. 


The  following  is  the  plan  prop<teed  by  the  presi- 
dent of  the  company,  and  adopted  by  the  direct- 
ors, for  the  management  of  the  finances  of  the 
company,  and  to  provide  means  for  the  construc- 
tion of  the  road : 

To  THE  Board  op   Dikectors    or   the    PACiric 

Railroad: 

The  Charter  of  tlie  Pacific  railroad  company 
now  contains  all  the  powers  and  privileges  that 
have  been  asked  for.  The  company  have  a  right 
to  construct  a  line  of  railroad,  called  in  the  char- 
ter "the  Pacific  Railroad,"  from  the  city  of  St. 
Louis  via  Jefferson  city,  to  any  point  in  Jackson 
county.  This  line  will  be  from  260  to  290  miles 
long.  They  have  also  a  right  to  build  a  branch 
railroad,  called  the  "Southwestern  Branch,"  from 
any  point  on  the  line  of  the  said  Pacific  railroad, 
east  of  the  Osage  river  to  any  point  on  the  west- 
ern boundary  of  this  state,  south  of  the  Osage  riv- 
er. This  branch  will  be  about  three  hundred  miles 
long. 

The  company  have  also  the  right  to  extend  their 
road  to  any  point  west  of  the  state  of  Missouri. 
This  looks  ultimately  to  the  Pacific  ocean. 

By  the  Act  of  the  legislature  approved  Feb.  22, 
1851,  a  loan  of  state  crekit  was  made  to  the  com- 
pany not  to  exceed  S2, 000,000. 

By  the  Act  of  December,  26, 1852,  an  additional 
loan  was  granted  to  the  company  of  S2,000,000, 
and  the  grant  of  lands  made  to  the  state,  by  Act 
of  Congress  of  June  10th,  1852,  was  transferred  to 
the  company  by  the  same  act.  This  grant  of  lands 
was  made  by  congress  to  aid  in  the  construction  of 
a  railroad  from  St.  Louis  to  the  western  boundary 
of  the  state  of  Missouri,  and  the  act  of  the  stute 
legislature  i-equires  the  lands  to  be  located  and  ap- 
plied, 80  that  this  company  shall  construct  a  rail- 
road from  St.  Louis  to  the  western  boimdary  of 
the  state  south  of  the  Osage  river.  This  was  to 
cover  the  construction  of  the  southwestern  branch 
railroad  and  that  portion  of  the  Pacific  railroad 
lying  between  St.  Louis  and  the  point  of  divergence 
of  the  southwestern  branch.  By  the  same  act  all 
the  capital  thus  subscribed,  the  loan  first  author- 
ized, and  $1,000,000  of  the  new  loan  together  with 
such  portion  of  the  land  granted  as  should  be  due 
to  that  portion  of  road  lying  between  St.  Louis  and 
the  point  ofbrauching  should  be  appropriated  to  the 
Pacific  Railroad  terminating  in  Jackson  county, 
and  the  road  to  be  finished  in  five  years.  The 
remainder  of  the  lands  and  one  million  of  state 
credit  to  be  applied  to  the  southwestern  branch. 
No  time  is  fixed  for  completing  that  branch,  but 
the  act  of  congress  requires  thatthe  road  to  which 
the  lands  are  applied,  shall  be  finished  in  10  years 
or  the  lands  unsold  on  the  unfinished  part  of  the 
road  after  that  time,  shall  revert  to  the  United 
States. 

The  company  is  exempt  from  taxation  until 
their  road  is  completed,  opened  and  in  operation 
and  pays  a  dividend,  or  until  t"vo  years  after  its 
completion,  if  it  pays  no  dividend.  The  state  has 
asked  no  consideration  for  the  grant  of  lands  but 
the  construction  of  the  road. 

The  condition  precedent  she  affixed  to  the  issue 
of  her  bonds  to  the  Pacific  railroad,  in  the  first  in- 
stance, was  a  bona  fide  subscription  to  the  capital 
stock  of  $1,500,000.  This  was  made,  and  the  con- 
dition complied  with.  A  similar  condition  applic- 
»ble  to  the  one  million  loan  for  the  Southwestern 


branch,  requires  ad  additional  sabscfiption  to  Um 

capital  stock  of  $6«),00p. 

This  can  be  comblied  with  if  it  shdnld  be  deemr 
ed  important  to  oi  e  that  loaa.  The  total  amount 
of  capital  stock  i  ubscribed  at  the  date  of  your 
last  annual  report,  March 28,  1853,  was $2,800,000, 
— partly  conditional. 

Of  the  subscribed  capital,  only  $1^,200,000  had 
been  subjected  to  Assessment.  On  thJLs  60  per  cent 
had  been  called,  and  $609,965  paid  up.  The 
amount  of  state  bopds  issued  to  the  company  as  a 
loan,  and  for  the  payment  of  whi(fa,  Ithe  state,  b^ 
law,  takes  a  lien  oa  your  main  road,  vas  $650,000. 
The  total  amouult  expended  by  the  company  {or 
all  purposes,  to  da^  of  last  annual  lieport,  is  $1,- 
ticulars  of  which  jare  set  forth 
balance  sheet  of  the  treasurer 
tt  division,  whise  length  is 
be  opened  for  business  on  the 
ts  are  awarded  for  about  24 
division,  and  the  remainder  of 
nding  as  ^°ar  as  Jefferson  ci^, 
point  of  begiuniiig,  will  be  on- 


378,487  85,  the  p, 
in  the  accompanyi 
marked  A.     The 
about  40  miles 
1st  of  July .    Conti 
miles  of  the  secou' 
that  division,  ex 
126  miles,  from  th 
der  contract  in 

All  the  preliminiuy  purveys  are  completed,  and 
about  one-half  of{  the  Pacific  railrpad,  and  the 
greater  part  of  the  Southwestern  brstnch  definitely 
located. 

The  grant  of  lands  to  this  compan^^,  extends  to 
the  alternate  sections  on  each  side  o|f  the  road  for 
aix  sections  in  wi4th  for  the  entire  length  of  the 
road  trom  St.  Louis  via  the  SouthweBtem  branch, 
to  the  western  boundary  of  the  stata.  This  is  8,- 
840  acres  for  every  mile  of  road.  The  length  ot 
road  to  which  the  lands  are  i^plicable  will  be 
about  340  miles.  j 

This  gives  the  oompany  1,305,700  acres  of  land. 

Thos.  S.  O'Sullifran,  Esq.,  the  engineer  in  chief, 
estimates  the  total  cost  of  the  two  rajkds,  at  present 
rates  to  be  as  foU^wSt^  |  ij 

Pacific  railroad,  2^  miles J. . .  $7,220,000 

Southwestern  branch  300  do ^.  . .   7,760,000 


raic 


l^ 


Total \  ..., .4. $14,970,000 

This  estimate  i^  exclusive  of  thci  rolling  stock. 
The  means  of  conlstruction  consist  'Of  subscribed 

capiUl  of i ^  . .  $2,000,000 

Proposed  additional  subscription,  .i..  .   1,000,000 


Capital I..  .; U-  $3,000,000 

Public  loan i |...   4,000,u00 

1,305,600  acres  o^laod  estimated  a^. . .   9,500,000 


$16,600,000 
in  order  to  make  the  lands  most  available  for 
the  purposes  of  the  grant,  it  is  not  proposed  to  sell 
them  immediateljf  as  the  work  pr<^gresses  as  au- 
thorised by  the  act  of  congress,  but  that  they 
should  be  retained  in  the  actual  possession  of  the 
company,  until  t^e  construction  of*  the  railroad 
shall  have  caused  such  an  increase  of  population 
and  business  as  to  give  them  a  high  markut  value. 
The  act  of  the  General  Assembly  granting  the 
lands,  expressly  confers  the  power  to  mortgage 
them.  The  course  successfully  punsued  in  a  simi- 
lar case  in  another  state,  suggests  ^  the  most  ju- 
dicious plan,  the  issue  of  bonds  of  t)ie  company  to 
pay  the  cost  of  cOostmcting  the  road,  secured  in 
the  most  perfect  Aianuer  in  your  power. 

By  Act  of  Congress,  the  donated  lands  shall  be 
sold  only  as  Uie  <tork  progresses.  Hie  w<K-k  mif  ht 
progress  simultaneously  throughout  its  entire 
length.    But  the  Unds  may  be  sold  under  the  act 


i.^.i^„-; 


;^/vw^^TqBi;'^ 


.'^A"    >~   > 


840 


AMERICAN    RAUJEtOAD    JOURNAL.' 


ir/. 


in  manner  following :  Whenever  twenty  miles  of 
the  road  are  completed,  the  lands  may  be  sold  on 
that  twenty  mile«,  and  also  the  next  twenty  miles 
in  adraace,  and  so  on.  This  provision  of  law  was 
doubtless  intended  to  secure  the  faithful  applica- 
tion of  the  lands  to  the  cousti^nction  of  the  road, 
and  it  is  not  imperative  that  tb«y  shall  be  sold  ab- 
solutely as  fast  as  each  twenty  miles  of  road  are 
completed,  but  they  shall  only  be  sold  as  the  work 
progresses,  and  not  sold  and  the  proceeds  appro- 
priated to  private  use,  and  the  work  left  undone. 
And  for  greater  security  the  Act  of  Congress  pre- 
scribes that,  if  the  road  is  not  finished  in  ten  years, 
the  lands  unsold  lying  on  that  part  of  the  road  un- 
finished at  the  end  of  that  time,  shall  revert  to  the 
United  States.  The  absolute  fee  simple  title  u  by 
the  Act  of  Congress  and  of  the  Legislatusc  of  Mis- 
souri, already  vested  in  the  Company,  and  no  part 
of  the  lands  can  revert,  except  those  lying  upon 
that  part  of  the  line  which  shall  be  unfinished  af- 
ter the  lapse  of  ten  years. 

We  propose  to  raise  funds  sufficient  to  place  the 
whole  road  under  contract,  and  to  mortgage  the 
lands  and  the  road  subject  to  the  reverionary  in- 
terest of  the  Government  in  the  lands  only.  We 
issue  bonds,  the  payment  of  which  is  to  be  secured 
by  the  mortgage,  and  the  proceeds  of  which  are 
to  be  applied  to  the  construction  of  the  road — the 
bonds  to  bear  7  per  cent  interest,  payable  semi- 
annually in  the  city  of  New  York,  and  the  princi- 
pal payable  in  twenty  years  after  date,  and  a  por- 
tion of  them  convertible  into  stock — but  all  the 
bonds  convertible  into  laud — such  only  of  the  lands 
to  be  taken  as  may  be  open  for  sale  at  the  time, 
and  at  prices  to  be  fixed  by  the  Company;  and  the 
lands  thus  purchased  must  also  lie  upon  the  fin- 
ished part  of  the  road,  or  within  twenty  miles  in 
advance  of  each  finished  part,  until  the  whole  road 
is  completed.  None  of  the  mortgaged  lands  to  be 
sold  except  in  exchange  for  bonds  or  for  cash  to 
be  applied  to  the  payment  of  bonds.  The  bonds 
are  supposed  to  furnish  ample  means  to  secure  the 
completion  of  the  road,  and  the  aggregate  sales 
of  the  lands  to  cancel  all  the  bonds.  In  the  pur- 
chase of  land  by  any  bond  holder,  the  relative  se- 
curity of  the  rest  is  not  injured,  inasmuch  as  the 
proportion  of  land  security  due  to  each  bond  will 
remain  the  same  until  the  whole  are  cancelled. 

In  f^irtherance  of  this  purpose  we  propose  to 
classify  tha  lands  and  to  fix  a  minimum  value  be- 
low which  none  of  them  can  be  sold  as  long  as 
there  is  a  construction  bond  outstanding  and  un- 
paid. Each  piece  or  parcel  of  land  to  be  apprais- 
ed by  our  agents,  and  allotted  to  some  one  of  the 
five  following  classes,  viz : 

1.  First  class,  consisting  of  lands  especially  val- 
uable as  coal  fields,  quarries,  minerals,  water-pow- 
er, or  vicinity  of  towns,  or  as  eligible  town  sites, — 
60,000  acres,  minimum  value  twenty  dollars  per 
acre $1,000,000 

2.  Second  class  of  lands  of  superior  ag- 
ricultural advantages,  150,000  acres 

at  minimum  value  S16  per  acre 2,260,000 

3.  Third  class  of  lands  of  good  agricul- 
tural qualities — 500,000  acres,  mini- 
mum value  $10  per  acre 5,000,000 

4.  Fourth  class  of  low  agricultural  qual- 
ities, within  fifteen  miies  of  the  road, 
but  capable  of  cultivation,— 200,000 

acres,  minimum  value  $5  per  acre. . .   1,000,000 

5.  Fifth  class  of  inferior  lands,   10,000 

acres,  minimum  value  $2  50  per  acre     250,000 

Making  an  aggregate  valuation  for  1 ,000.- 
000  acres  at $9,509,000 


The  accounts  to  which  the  proceeds  of  the  con- 
struction bonds  are  to  be  applied,  are  the  general 
expenses  of  the  Company,  including  pay  of  offi- 
cers and  agents,  graduation,  masonry,  superstruct- 
ure, laud  and  damages,  fencing,  buildings,  equip- 
ment, and  all  the  appurtenances  of  the  road,  and 
also  part  of  the  interest  warrants  up  to  the  time 
of  the  completion  of  the  road. 

We  propose  also  for  greater  security  of  the  in- 
terest, to  set  apart  an  interest  fund  to  which  shall 
be  appropriated  the  profits  of  the  partial  operation 
of  the  south-western  Branch,  and  the  remainder  of 
the  lauds  over  1,000,000  acres  obtained  under  the 
grant,  amo'tiug  to  200,000  or  260,000  acres.  The  re- 
ceipts from  transportation  on  the  South-w^estem 
Branch,  would  be  appropriated  firstly,  to  the  pay- 
ment of  all  current  charges,  suchas  wages,  repairs, 
rolling  stock,  &c.,  and  then  the  interest  until  the 
State  tax  becomes  payable,  when  that  should  l>e 
first  paid,  and  after  the  payment  of  interest,  to  the 
payment  of  such  dividends  as  the  Board  of  Direc- 
tors may  order,  or  to  such  other  purposes  as  they 
may  prescribe. 

Thomas  Allen,  President. 

St.  Lauis,  April  ISth,  1863. 


Clnolnnatli  Hamilton  and  Day  ton  Railroad. 

THIRD    ANNUAL    KEPORT    OF    THK  PRESIDENT  TO  THE 
8TOCKUOLDEK;j. 

Gentlemen, — Since  the  lust  aimual  report,  the 
business  of  the  road  has  increased  beyond  the  ex- 
pectations of  the  Board  of  Directors.  Each  month's 
earnings  show  a  large  increase  over  the  receipts 
of  the  corresponding  month  of  the  preceding  year, 
— amounting,  on  the  average,  to  an  increase  of  86 
per  cent. 

By  reference  to  the  reports  of  the  Secretary  and 
Superintondcnt,  which  are  herewith  submitted,  it 
appears  that  the  gross  earnings  of  the  road,  for 
the  year  ending  on  the  1st  of  April,  amount  to 
$321,793  17.  The  running  expenses  were  $120,- 
826  91. 

Two  cash  dividends  have  been  made  since  the 
opening  of  the  road  on  the  Ist  of  October,  1861 — 
one  of  four  per  cent  on  the  1st  day  of  July,  1852, 
and  one  of  five  per  cent  out  of  the  earnings  to  the 
31st  of  January  last,  leaving  a  surplus,  at  that 
time,  of  over  forty  thousand  dollars  to  the  credit 
of  Income  account. 

But  few  accidents  have  occurred  on  the  road 
during  the  past  year.  The  most  serious  one,  in 
point  of  cost,  was  a  collision  between  a  gravel  and 
passenger  engine,  by  which  they  were  both  much 
damaged.  This  resulted  from  the  carelessness  of 
the  engineer  on  the  gravel  engine,  in  leaving  his 
locomotive  too  near  the  main  track.  He  was  prompt- 
ly dismissed. 

Since  the  opening  of  the  road  no  accident  has 
occurred  to  any  passenger,  with  one  or  two  ex- 
ceptions where  the  injury  was  slight. 

In  the  management  of  running  the  road  we  have 
been  very  successful ;  and  the  Board  feel  satisfac- 
tion in  bearing  testimony  to  the  faithful  manner  in 
which  the  several  subordinate  officers  and  em- 
ployees have  performed  their  responsible  du- 
ties. 

In  December  last  we  were  visited  by  one  of  the 
great  fioods  which  occur  once  in  every  ten  or  fif- 
teen years  in  this  section  of  the  country,  doing 
much  damage  to  public  works  generally.  Our 
road  stood  the  test  better  than  was  apprehended 
by  some  ;  and  the  injury  sustained  interrupted  the 
running  of  the  train  above  Hamilton  only  a  few 
days.  In  constructing  the  work  it  was  found  ne- 
cessary to  change  the  bed  of  the  Great  Miami  riv- 
er at  one  place,  and  that  of  Mill  Creek  at  another; 
and  we  were  not  without  apprehension  that  the 
road,  at  these  points,  would  be  difficult  to  main- 
tain. The  result,  however,  of  the  flood  in  Decem- 
ber, demonstrates  that  we  have  a  safe  road,  which, 
with  a  small  additional  expenditure,  will  be  se- 
cure a^atast  the  hi|^e8(  floods.    It  will  b«  BMW- 


sary  this  year  to  extend  the  bridge  over  the  Mia- 
mi River  at  Hamilton,  and  the  one  over  Twin 
Creek,  in  order  to  give  more  water  way. 

During  the  year,  passenger  and  freight  houses 
have  been  completed  at  Lo<^land,  Glendale,  Jones, 
Trenton,  Middletown,Post  Town,  Carlisle,  Miamis- 
burg,  and  Carroltou.  The  station  house  at  Ernst's 
will  soon  be  completed.  It  will  be  necessary  to 
erect,  during  the  present  year,  substantial  and 
somewhat  costly  passenger  houses  at  Dayton  and 
Hamilton. 

The  large  freight  house  in  Cincinnati,  one  hun- 
dred and  three  feet  wide,by  five  hundred  in  length, 
extending  from  Fifth  to  Sixth  street,  which  is  now 
used  for  both  passenger  and  freight  purposes,  it 
was  believed  would  answer  the  business  of  the 
road  for  several  years ;  but  we  have  already  been 
cramped  for  room,  and  shall  soon  be  required  to 
erect  a  separate  house  for  passengers,  if  not  anoth- 
er for  outgoing  freight. 

The  large  amount  of  real  estate,  purchased  in 
the  city  for  depot  purposes,  was  thought  to  be 
more  than  sufficient  for  the  future  business  of  the 
road  ;  but  it  is  now  apparent  that  additional  fa- 
cilities must  be  had,  in  order  to  accommodate 
the  accmulating  business  f^om  connecting  roads. 

The  amount  of  equipment  for  our  road,  and  for 
running  the  Hamilton  and  Eaton,  and  Dayton  and 
Michigan  roads,  already  doubles  the  original  esU- 
mate,  and  before  the  present  year  closes  must  ne- 
cessarily be  largely  increased  to  do  the  business 
that  ofiers.  So  far  we  have  not  been  able  to  obtain 
freight  cars  and  locomotives  fast  enough  for  the 
increasing  freight,  and  have  seen  much  of  it  seek- 
ing other  channels  in  consequence. 

The  necessity  of  a  second  track  between  Cincin- 
nati and  Hamilton  is  beginning  to  be  felt.  It  is 
the  intention  of  the  Board  to  proceed  with  the 
grading  as  fast  as  it  can  be  done,  and  maintain  up- 
on the  road  the  necessary  trains  to  do  the  busi- 
ness. In  the  course  of  thirty  days  a  portion  of  the 
grading  and  masonry  will  be  ready  to  let  to  con- 
tractors. 

The  fencing  of  the  road  is  so  far  under  way  that 
it  may  be  completed  in  a  few  weeks.  When  the 
road  is  fully  enclosed,  we  shall  be  able  to  run  our 
express  trains  through  from  Cincinnati  to  Dayton, 
with  entire  safety,  in  one  hour  and  a-balf. 

These  various  expenditures  for  extending  brid- 
ges, strengthening  embankments,  erecting  station 
bouses,  extending  workshops,  purchases  of  real  es- 
state,  additional  equipment,  and  grading  for  sec- 
ond track,  will  necessarily  be  large,  and  require 
our  construction  accoimt  to  be  kept  open,  and 
more  means  provided. 

During  the  past  year  our  Board  has  agreed  to 
extend  the  line  from  a  point  two  miles  north  of 
Hamilton,  to  intersect  the  Junction  road  at  Col- 
lege comer,  on  the  State  line.  The  Junction  Co. 
have  let  their  part  of  the  road  ftom  College  Cor- 
ner to  Connersville,  and  have  consolidated  with  the 
Ohio  and  Indiana  Co.,  wbitth  extends  the  line  to 
Indianapolis.  The  building  of  our  part  of  the  road 
is  estimated  to  cost  three  hundred  thousand  dol- 
lars ;  and  it  is  believed  will  be  profitable  of  itself, 
besides  securing  to  us  a  connection  with  Indianar 
polis  on  a  unifoim  gauge,  and  securing  perpetually 
to  our  main  line  a  large  and  profitable  business. — 
It  is  proposed  to  build  our  extension  by  subscrip- 
tion, on  a  separate  account,  with  a  view  to  consol- 
idating with  the  Junction  Gompony,  making  one 
road,  under  one  management,  flrom  Indianapolis  to 
its  junction  with  our  line  north  of  Hamilton. — 
The  Stockholders  of  our  Company  will  find  it 
to  their  interest  to  subscribe  liberally  to  the  ex- 
tension. 

The  prospects  for  the  presentyear's  business  are 
fiattering.  To  this  time  the  travel  upon  our  road 
has  been  principally  locxd.  Various  roads,  which 
have  been  for  several  years  in  course  of  construc- 
tion, and  with  which  we  have  formed  satisfactory 
and  permanent  business  arrangements,  are  now  so 
far  completed  as  to  commence  bringing  upon  our 
line  both  fY«ight  and  passengers.  Two  hundred 
and  thirty-six  thousand  eight  hundred  and  tw«n- 
ty-eight  passengers  have  l^n  carried  on  the  road 
during  the  past  year,  averaging  seven  hundred  and 
fifty-Dine  p«r  d*7. 
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AdTantageons  and  permanent  arrangemento  has 
been  made  between  the  several  railroad  companies 
forming  the  two  lines  between  Cincinnati,  Cleve- 
land and  Sandusky;  by  which  an  injurious  competi- 
tion will  be  avoided,  and  each  line  receive  a  lair 
proportion  of  the  profits  of  the  through  business  to 
the  east.     By  this  arrangement  fair  prices  will  be 
maintained,  and  the  public  will  be  well  and  safely 
accommodated,  at  reduced  rates.     The  Companies 
composing  the  two  lines  (which  are  denominated 
the  East  and  West  lines)  are  the  Little  Miami,  Col- 
umbas  and  Xenia,  and  Cleveland,  Columbus  and 
Cincinnati  railroad  companies  forming  one  line  ; 
and  the  Cincinnati,  Hamilton  and  Dayton,  Mad 
Bivsr  and   Lake  Erie,   and  the  Junction  railroad 
companies,  forming  the  other  line. 

The  line  with  which  we  are  directly  connected 
will  be  fully  prepared  before  the  commencement 
of  the  pleasure  travel  to  the  east  and  north,  to 
command  its  share,  the  whole  distance  being  now 
fully  laid  with  a  new  rail,  and  two  fine  lake  steam- 
ers (the  St.  Lawrence  and  Mississippi)  provided  to 
run  in  connection  between  Sandusky  and  Buffalo. 
Previous  to  navigation  again  closing,  the  Lake 
Shore  or  Junction  road,  from  Sandusky  to  Cleve- 
land, will  be  completed,  and  we  shall  then  have  all 
the  advantages  ofa  continuous  railroad  connection 
with  the  eastern  cities,  by  way  of  the  Lake  Shore 
roads,  both  east  and  west  of  Cleveland,  at  the  same 
through  rates  to  New  York,  Boston,  &.C.,  and  be 
able  to  convey  Passengers  through  in  the  same 
time  as  by  any  other  route  to  the  Lake. 

The  business  from  the  Mad  River  and  Lake 
Erie  road  in  through  freights,  during  the  past  year, 
was  large.  With  the  improved  condition  of  the 
road,  and  increase  of  machinery,  together  with 
the  large  number  of  propellers  engaged  to  run  be- 
tween Buffalo  and  Sandusky,  a  very  heavy  freight- 
ing business  may  be  expected  this  year. 

The  Cincinnati,  Hamilton  and  Dayton  railroad 
occupies  the  natural  position  to  connect  with 
many  important  lines  of  railway.  Among  the 
most  important  may  be  named  the  following : 

First. — The  line  from  Cincinnati  to  Indianapolis, 
a  point  where  terminate  some  eight  or  ten  roads. 
This  line  will  be  composed  of  two  roads — the  Cin- 
cinnati, Hamilton  and  Dayton,  and  the  Junction, 
and  will  be  of  a  uniform  gauge.  It  is  agreed  that 
om-  road  shall  receive  the  whole  business  of  this 
line  perpetually. 

Second. — The  line  from  Cincinnati  to  Chicago, 
composed  of  the  Cincinnati,  Hamilton  and  Dayton, 
the  Hamilton  and  Eaton,  Richmond  and  Miami, 
Richmond  and  New  Castle,  and  Logansport  and 
Chicago  roads,  the  whole  distance  being  276  miles. 
Three  of  the  roads  forming  this  line  are  nearly 
completed,  and  will  be  in  operation  to  Richmond 
this  week.  Beyond  Richmond  the  work  is  in  rap- 
id progress,  under  admirable  management,  and, 
we  are  assured,  will  be  completed  to  Anderson, 
where  it  crosses  the  Bellefontaine  road,  in  all  this 
year.  With  this  line  of  roads  we  have  made  sat- 
isfactory arrangements  for  a  business  connection. 
From  the  Hamilton  and  Eaton  road  we  have  al- 
ready received  a  large  amount  of  business.  This 
road  forms  a  link  in  the  chain  of  roads  extending 
from  Cincinnati  to  Chicago ;  and  the  business  done 
on  only  twenty-eight  milesgives  an  earnest  of  what 
may  be  expected  when  it  is  completed  through 
to  Chicago.  Heretofore  the  passenger  business 
has  not  been  done  without  change  of  cars  at  Ham- 
ilton. Through  trains  will  be  run  from  Cincinnati 
to  Richmond,  Indiana,  the  present  month. 

Third. — The  line  from  Cincinnati  to  Ft.  Wayne, 
composed  of  the  Cincinnati,  Hamilton  and  Dayton, 
the  Dayton  and  Western,  Greenville  and  Miami, 
and  Cincinnati,  Union  and  Fort  Wayne  roads.  The 
distance  fcom  our  city  to  Fort  Wayne  by  this  route 
via  Dayton,  is  168  miles,  upwards  of  one  hundred 
miles  of  which  are  now  completed,  and  in  opera- 
tion to  Union.  The  remainder,  from  Union  to  Ft. 
Wayne,  will  be  let  to  contract  this  month.  With 
this  line  of  roads  we  have  also  mutual  arrange- 
ments for  permanent  business.  At  Fort  Wayne  it 
also  connects  with  roads  leading  to  Chicago  and 
the  east. 
FoufiTH. — The  line  from  Cincinnati  to  Toledo, 


composed  of  the  Cincinnati,  Hamilton  and  Day- 
ton, and  Dayton  and  Michigan  roads.  With  the 
latter  company  we  have  a  contract,  by  which  wt- 
;ire  guaranteed  the  exclusive  business  of  their  road 
between  Toledo  and  Cincinnati  for  twenty  years 
By  the  same  contract  we  agree  to  subscribe  one 
hundred  thousand  dollars  to  the  capital  stock,  and 
to  furnish  the  rolling  machinery  and  run  the  road 
until  it  is  completed  to  Sidney.  The  road  was 
opened  to  Troy,  twenty  miles  north  of  Dayton,  a 
few  days  since.  The  whole  work  has  been  put  un- 
der contract,  and  when  completed,  must  add  large- 
ly to  the  business  of  our  road.  At  present  the  tra- 
vel from  Toledo  and  Chicago  reaches  our  road  via 
the  Norwalk  and  Toledo,  connecting  with  the  Mad 
River  and  Lake  Erie  road  at  Bellevue.  This  trav- 
el  is  increa.sing,  and  although  somewhat  circuitous,  J  ^c***^*" 


The  total  receipts  for  passengert  were  tl  91 ,700,- 

93;  freights,  8122,377  25;  mails,  etc.,  7,714  99 
The  total  numbpr  of  passengers  carried  were  286, 
828;  uumber  of  tons  61,189;  number  of  passen- 
gers carried  on4  mile  7,678,496 ;  tons  of  freight, 
do.  3,667,109  ;  ^ailes  run  by  passenger  tntins,  86,- 
586  ;  freight  do  55,207  ;  gravel  and  other  trains, 
86,4% ;  total  miles  run  by  all  trains,  227,350.  1 
The  road  wasj  opened  for  business  in  September 
1861.  The  foil  swing  will  show  llie  comparative 
receipts  for  the  last  six  months  of  then  twopreoed- 


mg  years,  viz : 


adds  much  to  our  business 

Fifth. — With  the  Mad  River  and  Lake  Erie  Co. 
we  have  entered  into  a  contract  to  run  in  connec- 
tion for  ten  years,  and  thereafter,  until  one  year's 
notice  to  be  given  by  either  party.  This  road  with 
ours,  forms  a  complete  line  from  Cincinnati  to 
Lake  Erie,  and  in  connection  with  the  fine  steam- 
ers on  the  lakes,  will  present  to  the  public  a  route 
to  Buffalo  quite  as  desirable  as  any  other  line  be- 
tween the  same  points.  A  large  and  profitable  bu- 
siness is  anticipated  the  ensuing  summer  and  fall 
over  this  route.  The  travel  to  Detroit,  to  Miicki- 
naw,  and  other  points  on  the  upper  lakes,  via  San- 
dusky, it  is  believed,  will  be  greater  this  year  than 
any  previous  one. 

The  subscriptions  made  by  our  company  to  the 
capital  stock  of  other  roads  amount  to  less  than 
one  hundred  and  fifty  thousand  dollars,  and  are 
much  less  than  those  made  by  many  companies  to 
secui-e  valuable  connexions. 

Cincinnati  has  now  ample  railroad  facilities  to 
the  east,  north,  and  west,  which  will  be  largely  in- 
creased on  the  completion  of  the  Ohio  and  Missis- 
sippi, Dayton  and  Michigan,  the  Cincinnati,  Wil- 
mington and  Zanesville,  and  the  Cincinnati,  Hills- 
borough and  Parkersburg  roads.  There  remains 
to  be  completed  a  connection  with  the  south,  and 
our  citizens  should  lose  no  time  in  aiding  and 
pushing  forward  roads  that  will  imite  Cincinnati, 
Charleston,  Mobile  and  N.  Orleans. 

By  order  of  the  Board  of  Directors, 
Respectfully  submitted, 
S.  S.  L'HoMMEDiEu,  Prest. 

May  28,  1853. 

Statement  showing  the  receipts  of  money  from 
stock  and  bonds,  and  ftom  transportation,  and 
the  object  for  which  the  same  has  been  expend- 
ed. 

Construction  account S1,975,177  80 

Equipment         "          310,147  74 

Real  estate 222,686  10 

800  shares  Dayton  and  Michigan  R. 

R.  stock 40,080  00 

600  shares  Springfieldand  Columbus 

railroad  stock 30,000  00 

90  shares  Richmond  and  Miami  R 

R.  stock 4,600  00 

1000  shares  Eaton  and  Hamilton  rail- 
road stock 18,760  00 

Paid  on  account  of  steamboats 32,427  06 


November 

December 

January 

February 

March 

The  increase 


tpb 


Recetfis  1861.  Do.  '62. 
...SI  6,838    $03,001  60 


12,441       27,616 
19i83      23,833 
14,146      29,646 
14.2|70      27.389 
19,067      36,678 
for  1852  over  the  preceding  year 
it  will   be  seen,  I  was  very   nearly   100  per  cent. 
There  is  but  littte  donbt  the  increase  for  the  pres- 
ent year  over  thi  past  will  be  verj^  nearly  in  the 
same  ratio.     The  above  road  forms  the  trunk  of 
numerous  lines  rluiiating  from  it,  at  Hamilton  and 
Dayton,  and  the  jbusiness  of  the  farmer  must  in- 
crease in  proportion  to  the  progre*   of  the  latter. 
The   connecting  lines  which    will  be  tributary  to 
the  road,  arc  alrfeady  suflScicntly  described  in  the 
foregoing  reportJ      j|.  J  i] 

This  road  has  neefi  constructed  in  the  face  of 
numerous  obstacles  and  discouragements,  and  its 
final  cost  was  s<^mewhat  greater  than  what  was 
contemplated,  o^ing-  in  part  to  the  assistance  af- 
forded other  companies  and  the  additional  oatJay 
required  for  equSpraent,  depots,  etc.,  etc.,  to  ac- 
commodate the  business  of  the  c(>nnecting  lines. 
Those  expenses  Were  large,  and  hcft  heavily  upon 
the  company  at  the  time,  but  weite  undoubtedly 
dictated  by  a  wise  forecast.  They  have  secured 
permanent  and  friendly  relations  ^th  the  connect- 
ing lines,  and  are  now  in  the  receipt  of  an  ample 
income,  which  is  daily  and  rapidly  increasing,  and 
which  promises  t»  make  the  above  one  of  the  most 
productive  of  western  roads. 


Transportation  expenses 120,836  91 


Interest  account. 

Taxes  and  insurance 

Dividend  No.  1,  4  per  cent. 
No.  2,  6  "      . 

Reserve  fund 

Balance 


56,992  67 
9,234  42 
48,380  66 
78,086  71 
41,.365  99 
1,106  73 


Cr. 


$2,989,691  79 


Capital  stock $1,694,000  00 

Mortgage  bonds  (convertible) 406,000  00 

"     second  loan 500,000  00 

Transportation  receipts,  balance  April 

1,1852 67,284  21 

Receipts  for  twelve  months  ending 

April  1,  1853 821,793  17 

Received  from  rents 81,614  00 


$2,989,691  79 


ConsoIMatlon  of  tkc  Ceatsral  Liac.    '^ 

Below  will  be  found  a  synopsis  of  the  agreement 
entered  into  by  the  various  companies  that  are  to 
compose  the  consolidated  line,  vk :  the  Albany 
and  Schenectady  Troy  and  Schenectady,  UUca  &, 
Schenectady,  Syiacuse  and  Utica,  Rochester  and 
Syracuse,  Buffalo  and  Syracuse,  Rochester,  Lock- 
port  and  Niagara  Falls,  and  Buffalo  and  Lockport 
companies.  The  agreement  is  now  perfected,  and 
only  wants  the  ratification  of  the  stockholders  to 
become  a  law.  the  term  of  the  new  cwporation 
is  limited  to  500  years. 

The  directors  ^f  the  new  company  are  to  be  13 
in  number.  The  JBrst  election  of  directors  is  to  be 
held  in  the  City  Hall  in  the  city  of  Albany,  oo 
Wednesday  the  e^h  day  of  July  next. 

The  directors  oT  the  new  corporation  are  to  be 
chosen  annually,  m  the  2nd  Wednesday  of  Decem- 
ber, in  each  year  after  the  present  year,  1868.  ^ 

The  capital  stotk  of  the  said  i^erx  corporation 
being  limited  by  the  act  to  the  aggregate  amount 
of  the  capitals  of  the  several  companies  consolida- 
ted, the  respective  parties  agree  and  declare  that 
the  capital  stock  bf  the  said  corpoxations  respec- 
tively, together  wjith  the  amount,  if  any,  of  ont- 
standing  bonds,  legally  issued  by  the  said  seve-al 
corporations,  with  the  right  or  privilege  to  the 
holders  thereof  to  convert  the  sam^  into  the  capi- 
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tal  stock  of  such  companies  respectively  at  par, 
<Hi  surreoder  of  the  said  bonds  and  on  Uie  terms 
therein  mentioned,  are  as  follows :  i    i 

Albany  and  Schenectady  railroad  com-   '    ' 

pany $1,536,860 

Conyertible  bonds  of  the  said  compa- 
ny, o  itstanding 660,000 

Schenectady  and  Troy  railroad  Co. . .         660,000 
Utica  and  Schenectady  railroad  com- 
pany       4,600,000 

Mohawk  Valley  railroad  Co 1 ,576,000 

Syracuse  and  Utica  railroad  Co 2,700,000 

Syracuse  and  Utica  Direct    railroad 

company 600,000 

Rochester  and  Syracuse  railroad  com- 
pany       5,606,700 

Convertible  bonds  of  said  company. . .  2,000 

Baffalo  and  Rochester  railroad  compa- 

dy 3,000,000 

Rochester,    Lockport    and     Niagara 

Falls  railroad  company 2,016,100 

Convertible  bonds  of  the  svd  compa-  "f 

ny 139,000 

Buffiilo  and  Lockport  railroad  Co 676,000 


Total $23,085,600 

Of  which  $227,000  is  bonded  convertible  debt. 
The  capital  stock  of  the  said  new  corporation  is 
therefore  fixed,  pursuant  to"  the  said  Act  of  the 
legislature,  at  the  aforesaid  aggregate  sum  of 
twenty-two  millions  eight  hundred  and  fifty-eight 
thousand  six  hundred  dollars,  being  subject  to  be 
increased,  by  the  conversion  into  stock  of  the  prin- 
cipal of  the  said  outstanding  bonds  to  twenty- 
three  millions  and  eighty-five  thousand  six  hun- 
dred dollars.  The  said  capital  stock  shall  be  dis- 
tributed rateably  to  and  aQiong  the  several  stock- 
holders in  the  companies,  ]$arties  hereto,  so  that 
every  stockholder  in  each  of  the  present  compa- 
nies shall  receive  in  place  of  the  stock  now  held 
by  such  stockholder,  the  like  number  of  shares  at 
par  in  the  capital  stock  of  the  new  corporation. 

The  ajBttount  of  the  bond  or  funded  debts,  other 
than  the' convertible  bonds  above  mentioned  due 
from  the  said  companies,  the  new  corporation  is  to 
assume  and  pay  as  follows  : 

Albany    and    Schenectady    railroad 

company $226,823  62 

Schenectady  and  Troy  railroad  com- 
pany    100,000  00 

Syracuse  and  Utica  railroad  Co 126,000  00 

Rochester  and  Syracuse  raih-oad  com- 
pany   ■. 766,000  00 

Buffalo  and  Rochester  railroad  com- 
pany     177,000  00 

Rochester,    Lockport    and    Niagara 

Falls  railroad  company 476,000  00 

The  respective  companies  are  to  pay  all  the  in- 
terest due  or  which  may  accrue  on  their  said  in- 
debteddess  up  to  the  first  day  of  May,  one  thou- 
sand eight  hundred  and  fifty-three. 

All  indebtedness  existing  against  either  of  the 
parties  hereto,  at  the  close  of  business,  onths30th 
day  of  April  last,  other  than  the  debt  herein  be- 
fore referred  to,  are  to  be  paid  by  the  respective 
parties,  out  of  their  own  assets.  This  shall  not 
extend  to  any  indebtedness  for  engines,  cars,  ma- 
chinery or  supplies  contracted  for  by  any  of  the 
IMirties  previously  to  the  said  30th  day  of  April 
last,  and  not  then  delivered. 

The  net  earnings  of  the  various  roads  after  the 
30th  April,  to  be  paid  over  to  the  new  corporation. 
The  Rochester  and  Syracuse  railroad  company 
shall  also  be  credited  with  the  amount  which  shall 
have  been  expended  by  them  in  constructing  and 
equipping  their  straight  line  road  between  Syra- 
cuse and  Rochester. 

The  parties  hereto  respectively,  shall  be  autho- 
rized to  retain  for  division  and  distribution  all  mo- 
neys which  they  had  on  hand  on  the  30th  day  of 
April  last,  all  amounts  and  debts  due  to  them  on 
that  day,  and  all  stocks  and  securities  for  the  pay- 
ment (^  money  which  they  then  held.        x 

The  new  corporation  take  the  stocks  of  the 
Greet  Western  railroad  company,  Canada  West, 
and  in  the  Buffiilo  and  State  line  railroad  compa- 


ny, owned  by  the  difiR;rent  corporations  at  the  fol- 
lowing prices.  For  the  stock  of  the  Great  Western 
railroad,  Canada  West,  par ;  for  the  stock  of  the 
Buffalo  and  State  Line  railroad  company,  par  and 
20  per  cent  premium.  The  said  stocks  are  to  be 
paid  for  by  the  new  corporation,  in  cash,  or  6  per 
cent  bondis  before  the  first  day  of  November  next: 

The  Mohawk  Valley  railroad  company  shall  pay 
over  to  the  new  Corporation  without  delay,  the 
amount  of  the  first  instalment  of  ten  per  cent,  re- 
ceived on  the  capital  stock  ef  the  said  Company. 

The  Syracuse  and  Utica  Direct  railroad  compa- 
ny shall  also  pay  over  to  the  new  Corporation  the 
amount  of  the  first  instalment  of  ten  per  cent, 
received  on  the  capital  stock  of  the  said  Compa- 
ny. 

The  whole  amount  unpaid  on  the  capital  stock 
of  the  Bufialo  and  Rochester  railroad  company, 
it  is  agreed,  shall  be  paid  to  the  new  Corpora- 
tion. 

The  estate,  property  and  franchises  of  the  said 
companies,  parties  hereto,  which  in  pursuance  of 
the  said  acts  of  the  Legislature,  will  vest  in  the 
said  new  Corporation,  on  iis  organization,  being 
of  unequal  value,  and  the  stocks  of  the  said  re- 
spective companies  having  heretofore  uniformly 
sold  in  market  at  different  prices  or  rates  of  pre- 
mium, the  parties  hereto  do  hereby,  with  the  view 
of  making  compensation  for  suchdiflerences  to  the 
stockholders  of  said  companies,  respectively  fix 
upon  the  following  amounts  to  be  allowed  therefor 
by  the  issue  of  certificates  as  hereinafter  mention- 
ed, to  wit: 

The  agreement  awards  the  following  premiums 
to  the  stockholders  in  the  various  rovls,  in  addi- 
tion to  share  for  share  of  stocks — 

Albany  and  Schenectady  railroad  17  per  cent. 
Utica  and  Schenectady  railroad  company  55  per 
cent.  The  Mohawk  Valley  railroad  company  56 
per  cent.  Syracuse  and  Utica  railroad  company 
50  per  cent.  Syracuse  and  Utica  Direct  railroad 
company  50  per  cent.  Rochester  and  Syracuse 
railroad  company  30  per  cent.  Buffalo  and  Ro- 
chester railroad  company  40  per  cent.  Rochester, 
Lockport  and  Niagara  Falls  railroad  company,  and 
Buffalo  and  Lockport  railroad  company  25  per 
cent. 

The  above  premiums  are  to  be  paid  in  six  per 
cent  Bonds,  with  30  years  to  run.  No  allowance 
is  made  for  any  such  difterence  in  value  to  the 
stockholders  of  the  Schenectady  and  Troy  railroad 
company,  as  the  stock  of  that  company  is  not  con- 
sidered to  be  worth  its  par  or  nominal  value ;  but 
each  share  of  stock  in  the  new  Corporation  to  be 
issued  to  the  stocknolders  of  that  company  in  place 
of  their  present  stock  in  said  company,  as  herein 
before  provided  for,  shall  be  made  subject  to  the 
further  payment  of  $25  on  each  of  the  said  shares. 

A  sinking  fund  to  be  provided  by  the  new  cor- 
poration, for  the  purpose  of  securing  the  payment 
of  the  principal  of  the  said  certificates  at  the  ma- 
turity shereof,  by  setting  apart  annually  out  of  its 
earnings,  an  amount  equal  to  one  and  one-fourth 
of  one  per  cent  on  the  total  amount  of  the  princi- 
pal of  the  certificates  thus  issued. 

The  agreement  made  between  the  Rochester, 
Lockport  and  Niagara  Falls  railroad  company,  and 
the  Rochester  and  Lake  Ontario  railroad  company 
whereby  the  former  company  have  taken  a  lease 
of  the  road  of  the  last  named  company,  shall  be 
fulfilled  on  the  pa .  t  of  the  new  corporation ;  and 
the  said  new  corporation  shall  issue  to  the  respec- 
tive stockholders  of  the  said  Rochester  and  Lake 
Ontario  railroad  company,  certificates  for  25  per 
cent  on  the  amount  at  par  of  such  capital  stock, 
so  that  the  stock  of  the  said  Rochester  and  Lake 
Ontario  railroad  company  shall,  in  all  respects, 
stand  on  an  equality  with  the  stock  of  the  new 
corporation. 

The  several  companies  release  to  the  new  cor- 
poration all  the  lands  of  the  companies  parties 
thereto,  on  which  the  track  of  their  respective 
roads  is  laid,  and  the  lands  and  real  estate  occu- 
pied by  them  for  their  depots,  engine  houses,  .ma- 
chine shope,  and  other  buildings,  and  all  lands 
and  real  estate  occupied  or  held  by  them. 

The  road  of  the  Buffalo  and  Lockport  railroad 


company  shall  be  completed  by  that  compiny  at 
its  own  expense. 

The  unpaid  and  unclaimed  dividends  due  by 
any  of  the  companies  to  the  respective  stockhold- 
ers, shall  be  paid  over  to  the  new  corporation  who 
shall  pay  such  dividends  to  the  parties  entitled 
thereto,  whenever  the  same  shall  be  legally  de- 
manded. 
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▲  NEW  ENGLISH  DECISION  IN  REGARD  TO  THE  OPERA- 
TION   OF    CHARTERS. 

We  some  months  since  reported  a  decision  of 
the  Court  of  Queen's  Bench  in  the  case  of  tkt  Yorl 
and  North  MuUaTuL  Railroad  Company,  who  were 
by  that  court  directed  by  virtue  of  a  Mandamus 
to  complete  the  purchase  of  certain  lands  between 
Market  Weighton  and  Cherry  Bruton.  The  said 
Company  had  been  chartered  in  1846  for  the  pur- 
pose of  constructing  their  road,  and  before  the 
Mandamus  was  granted  their  powers  to  take  lands 
without  the  will  of  the  owners  thereof,  had  ex- 
pired. In  1849  the  Company  obtained  leave  from 
Parliament  to  abandon  their  contemplated  track. 
The  petitioners  for  the  Mandamus  were  owners  of 
land  adjoining  the  road  and  were  dis^pointed 
and  materially  prejudiced  by  the  change  of  mea- 
sures upon  which  the  Company  had  decided.  A 
majority  of  the  Queen's  Bench  Judges,  deemed 
the  charter  to  be  ji  amtract  which  it  was  the  duty 
of  the  Court  tx>  duly  enforce. 

This  decision,  however,  has  been  reversed  by 
the  Court  of  Exchequer  to  which  tribunal  it  was 
carried  up  on  appeal. 

The  Appellate  Court  examined  the  following 
questions  in  their  determination  of  this  case.  Did 
the  act  of  1845  compel  the  defendants  to  make 
their  road "?  If  not,  could  the  Court  enforce  this 
work  by  their  mandate  1  Had  a  work  which  ori- 
ginally was  only  permissive  become  obligatory 
because  it  had  been  in  part  performed  1     '    ' 

The  Court  was  of  opinion  that  the  Act,  if  truly 
construed,  could  only  be  regarded  as  permissive. 
The  Company's  compulsory  power  to  take  lands 
had  been  confined  to  three  years, — and  that  period 
having  elapsad,  they  were  no  longer  obliged  to 
construct  a  road.  A  fair  interpretation  of  the 
language  of  the  charter,  was  regarded  by  the  Court 
as  showing  clearly  that  the  Charter  in  question 
was  not  to  be  regarded  as  a  contract  but  only  as 
a  permission. 

To  have  rendered  the  completion  of  the  road 
compulsory,  might  or  might  not  have  been  wise. 
But  Courts  must  expound,  not  make,  law. 

Nor  did  the  Court  think  that  the  Mandamus 
could  be  sustained  upon  the  ground  that  the  road 
had  been  partially  constructed, — and  that  thxta  the 
Company  had  voluntarily  incurred  the  obligation 
of  proceeding  in  their  undertaking.  A  Compaoy 
might  be  authorized  by  the  Legislature  to  build  a 
bridge — and  after  finishing  an  arch  might  resolve 
to  abandon  their  enterprise.  Such  a  solitary  arch 
would  very  probably  be  a  nuisance — and  they 
who  erected  it  indictable.  But  they  could  not  be 
compelled,  at  whatever  sacrifice,  to  complete  their 
bridge. 

A  like  question  concerning  the  great  Western 
Road  was  also  pending  and  was  of  course  decided 
in  like  manner.  I    . 

HEAVy  PENALTIES  FOR  NEOLIOBNCE. 

In  the  United  States  Circuit  Court,  at  Boston, 
in  the  suit  of  Ryder  vs.  the  PortUmd,  Saat  and 
Portsmouth  Railroad  Company,  a  verdict  has  been 
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fottod  for  the  plaintiff  in  the  sum  of  $6583.  Aud 
in  the  ca»e  of  B.  F.  Williams,  against  the  same 
Company,  the  referees  have  awarded  $7000  to 
the  plaintiff.  The  referees  were  Hon.  Thos, 
HopkinsonHon.  ¥pt^  M^n,  aod  Jaa.  Bead, 
Esq.        '"■■■•  "'\'^-!l^  '^^■'  ■  '"    ■  "    "^ 

The  suits  were  brought  to  recover  damages  for 
the  Company's  negligence  in  respect  to  a  bridge, 
which  was  incautiously  left  insecure,  at  a  time 
when  a  train  of  cars  was  expected,  and  conse- 
quently the  engine  and  some  other  portion  of  the 
train  were  precipitated  into  the  water.  The  engi- 
neer and  fireman  were  killed,  and  several  passen- 
gers were  severely  injured — the  injury  of  the  plain- 
tiff last  mentioned  consisted  in  a  concussion  of  the 
brain,  of  which  it  was  apprehended  by  physicians 
that  the  disastrous  effects  would  be  permanent. 

THE    TRANSPORT ATIO.M  OK    MONKY. 

The  U.  S.  Circuit  Court  at  Chicago,  held  by 
Judge  Drummond  has  lately  tried  the  case  of 
KtUer  rs.  the  Michigan  Central  Railroad  Company. 

In  April  1862  John  Kuter  removed  from  Penn- 
sylvania to  Illinois,  and  carried  a  large  dry  goods 
box  in  which  among  other  things,  were  from  $1700 
to  $1800  in  money.  The  box  was  delivered  to  the 
agent  of  the  Michigan  Central  Railroad  Co.,  at 
Detroit,  and  has  since  never  been  heard  from  by 
the  plaintiff.  An  action  was  accordingly  brought 
for  the  plaintiffs  indenuiity. 

The  Judge  charged  in  substance  as  follows : 

1st.  If  the  box  contained  the  plaintiffs  property 
and  was  delivered  to  defendants,  as  comnion  car- 
riers to  be  brought  to  Chicago,  and  defendants 
failed  to  bring  it  to  that  place,  the  jury  will  find  a 
verdict  for  the  plaintiff." 

2nd.  In  order  to  render  the  defendants  liable 
for  the  money  contained  in  the  box,  they  must  be 
common  carriers  of  money. 

3rd  A  special  arrangement  between  the  Railroad 
Company  and  an  Express  Company,  would  not 
sofBce  to  make  them  common  carriers  of  money 

4th.  If  the  defendants  are  common  cariiers  of 
money,  and  the  restriction  of  their  liability  was  not 
brought  home  to  the  plaintiff— then  plaintiff  was 
not  bound  to  disclose  the  contents  of  the  box.  If 
defendants  wished  to  have  avoided  risk  they 
should  have  inquired  as  to  the  contents  of  the  box. 

As  a  general  rule,  a  party  is  not  bound  to  dis- 
close the  contents  of  his  box. 

A  verdict  was  rendered  for  plaintiff  in  the  sum 
of  $1997  61. 

Our  Immigrant  Population* 

That  portion  of  the  inhabitants  of  the  9nited 
States  which  is  composed  of  immigranta  from 
foreign  countries,  numbered  when  the  census  of 
1860  was  taken  2,210,828.  Of  these  there  were 
1,618,612  from  British  Isles  and  British  America, 
the  entire  number  from  other  countries  "being  but 
692,312,  of  whom  573,225  were  Germans.  Of  this 
strong  British  infusion,  however,  the  Irish  element 
constitutes  961,719,  or  more  than  three-fifths, 
leaving  but  626,793  from  all  the  other  British  civi- 
lized possessions,  somewhat  less  than  the  aggre- 
gate of  Germans.  This  total  is  made  up  of  278,675 
English,  147,700  British  Americans,  70,550  Scoicli, 
and  29,868  Welsh.  By  the  abstract  of  the  census 
returns,  we  find  that  of  the  aggregate  immigrant 
population  the  Irish  constitute  43.04  i^er  cent., 
Germans  25.09  per  cent.,  English  12.06  per  cent., 
British  Americans  6.68  per  cent.,  Scotch  3.17  per 
cent.,  French  2.44  per  cent.,  Welsh  1.34  per  cent., 
and  miscellaneous  4.47  i)er  cent. 

Pennsylvania  had  a  total  foreign  population 
amounting  to  294,871,  while  New  York  had  651,- 
801,  Ohio  218,612,  Massachusetts  160,909,  Illinois 


110,593,  Wisconsin  100,565.  Thus  the  foreign  cle- 
ment is  3-14ths  of  the  population  of  New  York, 
istb  of  Pennsylvannia,  and  l-9th  of  Ohio,  show- 
ing that  it  enters  less  into  the  composition  of  our 
State  population  than  either  In  Ohio  or  New  York. 
The  largest  number  of  nearly  every  class  of  foreign- 
ers is  to  be  found  in  New  York.  That  State  con- 
tains 84.820  Eng.ish,  343,111  Irish,  23,418  Scotch, 
118,398  (Germans,  12,516  French,  and  so  on.  There 
appears  to  be  one  exception — the  Welsh, — of  whom 
the  largest  number,  8,820,  are  to  be  found  in  Pen- 
nsylvania among  the  mines.  Our  foreign  popula- 
tion in  Pennsylvania  is  composed  of  88,048  Enff- 
iish,  151,723  Irish,  7,292  Scotch,  8,290  Welsh,  78,- 
692  Germans,  4,083  French,  101  Spaniards,  34 
Portuguese,  126  Belgians,  257  Hollanders,  2  Turks, 
172  Italians,  49  Austrians,  914  Swiss.  139  Russians, 
27  Norwegians,  <.t7  Danes,  133  Swedes,  413  Prus- 
sians, 7  Greeks,  1  Chinese,  42  other  Asiatics,  40 
Africans,  2,500  British  Americans,  42  Mexicans,  4 
Centr.il  Ameii(;ans,  83  South  Americans,  656  West 
Indians,  3  Sandwich  Islanders,  and  361  natives  of 
other  coimtries,  besides  2,296  of  unknown  nativity. 
New  Jersey  contains  58,364  foreigners,  and  Dela- 
ware 5,211. — yorth   American  and  U.  S.  Gazette. 

IndUnapolU  aad  SprtagAelfi  Rallromd. 

The  directors  of  the  Indiana  and  Illinois  com- 
panies representuig  the  projected  line  of  railroad 
from  this  city  to  Docatur,  Illinois,  met  at  Monto/u- 
nia  on  Wednesday  of  la-st  week,  and  effected  a  con- 
solidation of  the  capital  stock  and  interests  <>♦'  the 
two  companies,  and  will  hereafter  be  known  as  tJio 
Indiana  and  Illinois  Central  Railway  Company. 
The  route,  as  will  readily  be  seen  by  glancing  at 
the  map,  is  through  a  country  as  richly  favored  in 
soil  and  othei  advantages,  as  any  in  the  west.  The 
engineers  are  now  on  the  lina,  and  will  soon  re}>ort 
the  result  of  their  surveys  to  the  Board.  It  is  de- 
signed to  make  as  near  an  air  line  road  as  the  face 
of  tlie  country  will  allow,  connecting  the  tw.)  capi- 
tals, and  passing  through  or  near  the  towns  of  Dan- 
ville, Bainbridge,  Rwkvillc,  and  Montezuma,  in 
Indiana ;  tliencc  through  the  rich  and  level  prairies 
of  Illinois  to  Decatur ;  from  wliich  ix»int  to  Spring- 
field a  railroad  is  nearly  completed,  and  will  be 
running  by  January.  At  the  time  of  the  meeting 
of  the  Board  the  stock  taken  amounted  to  about 
$170,000,  by  persons  residing  along  the  line.  Ar- 
rangements were  made  to  canvass  the  field  for  the 
balance  of  the  stock  necessarj-  to  grade  the  entire 
line,  which  is  to  be  let  and  completed  stimultanc- 
ously  in  both  states. — Indiana  State  Sentinel. 
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its  shall  not  e x<teed those adopte^  bj  tJae  directoi;B 
of  our  Central  rba4.'  '■  ■  i 

We  learn  further,  that  a  similat  agreement  ^a0 
been  entered  ini|o  between  Uie  offijcers  of  the  Maf** 
ville  and  Big  S^nd^^'and  the  Ma^VUle  and  Lexing- 
ton railroads.  The  practical  op^ratiojis  of  the»e 
engagements  t*>  our  business  interests  cannot  bo 
overvalued.  Tney  will  add  to  the  great  advaotage 
of  a  Boifonn  ga|ige  ion  a  continuous  iron  highway 
into  the  heart  of  Kentucky,  the  even  more  import- 
ant facility  of  o*ie  common  schedule  as  to  running 
time  and  rates  if  transportation  on  the  whole  route 
from  Philadeliiiia  to  Lexingten.  The  Hempfield 
road,  we  should  add  here,  is  not  yet  a  party  to  this 
union  of  roads  and  interests,  but  it»  concurrence 
may  certainly  le  rcKed  ujion  in  djie  sea»on. 

-4- 


Kentnelcy. 

MAYSVII.LE  AND  BIG  SANDY  R.  R. 

The  Philadelphia  American,  in  advocating  asub- 
scription  to  the  stock  of  the  Maysville  and  Big 
Sandy  Railroad,  says — 

This  road,  as  projected  and  now  in  course-  of 
construction,  extends  ftxjm  Maysville,  Kentucky, 
to  Spring\ille,  opi)osite  Portsmouth,  on  the  Ohio 
river,  a  distance  of  fifly-one  miles.  It  will  unite 
the  Lexington  and  Maysville  to  the  Sciota  and 
Hocking  Valley  road,  and  thus  supply  the  only 
link  needed  to  complete  a  continuous  line  of  rail- 
way, of  uniform  gauge,  from  Philadelphia,  by  way 
of  the  Pennsylvania,  the  Hempfield,  and  the  Ma- 
rietta and  Cincinnati  roads,  to  Lexington  and  Dan- 
ville, Kentucky. 

One  fact  in  connection  with  the  completion  of 
the  series  of  roads  leading  hence  to  Lexington  and 
Danville,  Kentucky,  has  just  come  to  our  know- 
ledge, and,  for  the  reason  that  it  shows  how  en- 
tirely the  whol  •  line,  under  its  seve.-al  manage- 
ments, will  be  in  the  interest  of  this  city,  it  ought 
to  induce  our  citizens  to  make  up  the  desired  sub- 
scription to  the  stock  of  the  Maysville  and  Big 
Sandy  Railroad  Company  at  once.  We  have 
learned,  from  an  oflScial  source,  that  on  the  7th 
instant,  an  arrangement  was  concluded  between 
the  M^etta  and  Cincinnati  and  Maysville  and 
Big  Sandy  Railroad  Companies,  which  secures  the 
running  of  the  trains  on  both  roads  in  conformity 
with  the  time-tables  of  the  Pennsylvania  Railroad, 
besides  providing  that  the  rates  per  mile  for  freight 
and  passengers  to  be  dutfged  by  the  said  compan- 
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Anbnrn  anif  Eel  BWer  Valley   Railroad. 

A  railroad,  pnder  the  above  fitle,  has  recently 
been  organized  in  Northern  Indiana,  for  the  pur- 
pose of  constructing  a  road  from  Auburn,  in  De- 
Kalb  county.  Where  it  will  connect  with  a  Branch 
of  the  Northeri  Indiana  road,  \to  Logansport,  in 
Cass  county,  where  it  will  connet)!  with  the  exten- 
sion of  the  Evapsville  and  Terre  Haute  rail  road. — 
It  will  also  connect,  at  Logansport,  with  the  Chi- 
cago and  Logansport  road,  and  Irith  the  Logans- 
port, Peoria  and  Burlington  road.  This  road  will 
form  a  very  imktortant  link  in  tjie  connection  of 
the  Northern  Indiana  and  the  terre  Haute  and 
Evansville  roads.  It  also  fonn«  the  connecting 
link  between  the  Eastern  and  Lake  Shore  roads, 
with  the  lines  ^om  Terre  Haute  Jo  St.  Louis.  Its 
length  will  be  4bon(  ninety  miles,  running  through 
fertile  sections  of  the  State.  The 
cently  been  put  under  contract, 
re  Cyrus  Taber,  Btewart  B.  Ken- 
banty,  Ind.,  Hon.  Wm.  Beach  ^ 
N.  T.;  John  H.. Constant,  Miami 
omstock,  Wm.  tThome,  Wabash 
County  ;  and  Wm.  Swazey,  ofWhltelyCormty,Ind. 
Hon.  Wm.  Bea;h,  of  Auburn,  N.  Y.,  and  is  Presi- 
dent ,  and  S.  E .  Kendrick,  Esq.,  of  Logansport, 
Ind.,  Vice  President. 


one  of  the  mos^ 
whole  line  has 
The  Directors 
drick,  of  Cass 
Cayuga  Countj 
County ;  John 


■Tamsvtlle,'  lBdlanap«ll«  attd  CI«v*laBtf 
Strfclsiftt  l.tiM  Railroad. 

This  company  having  filed  their  articles  of  as- 
sociation last  Dfiontb,  and  given  notice  of  their  el- 
ection, were  permanently  organised  on  Thursday, 
by  the  electioij  of  the  following  directors  for  the 
ensuing  year :  Oliver  H,^  Smith  of  Indianapolis,  W. 
Carpenter,  of  Bvansville,  Jeremiah  Smith,  of  Ran- 
dolph county,  lohn  Love,  of  Delaware  county,  Gi- 
deon Johnson  6f  Morgan  county,  John  H.  John- 
son, of  Owen  county,  Wm.  Mason  of  Greene  coun- 
ty, Jonathan  Wilson,  of  Pike  county,  Elisha  Hy- 
ait,  of  Davies  county,  Henry  D.  AUis,  of  Vander- 
burg  county,  James  W.  Cockrtua  of  Gibson  coun- 
ty. The  new  board  met  and  unanimously  elected 
Oliver  H.  Smith,  president,  and  Wm.  J.  Ball,  chief 
engineer.  The  |K>ard  ordered  books  to  be  opened, 
and  to  remain  ipen  ninety  days,  "for  subscriptions 
at  EvaosviUe,  P«tersbuig,  Washj:igton,  Bloomtield, 
Spencer,  Monrovia,  MooresviQe,  Indianapolis 
Greenfield,  Newcastle,  Winchester  and  Union. 

The  by-laws  jof  the  Company  iwere  passed,  au- 
thorising, amoqg  other  thii^is,  stock  to  be  taken  in 
cash,  stock  and  b<H)ds  in  other  dividend  paying 
railroads,  at  cafch  value,  and  real  estate  lying  with- 
in six  miles  of  the  line,  at  cash  value,  exclusive  of 
perishable  improvements,  paymeots  in  cash,  and 
railroad  stocks  and  bonds  to  be  on  seven  per  cent 
iuterest,  and  rOal  estate  subscriptions  six  per  cent 
interest,  until  4)e  road  shall  be  completed,  paya- 
ble in  stock.  The  whole  line  frtm  Evansville  to 
Union  is  to  be  Immediately  run  and  located.  The 
construction  to  commence  (so  soon  as  the  Engin- 
eers can  prepare  it  for  letting)  at  Evansville  and 
Indianapolis,  add  the  150  miies  between  t^ooe  cit- 
ies to  be  madet  ceardy  for  the  iron,  befor*  %he  con- 
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stroction  of  the  section  of  75  miles,  from  Indiana- 
polis to  Union  b«  commenced.  The  track  is  to  ba 
the  Ohio  gauge,  so  as  to  make  a  through  line  with- 
out transhipment  fVom  ETansTille  to  develand. — 
The  address  of  the  President  will  appear  hereafter. 
— -Indianapolis  Sentinel. 
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Saturday,  May  »8,  I8B3. 


Bangor,  Oldte^rn  A.  Jfllford  Railroad. 

The  line  of  this  road  extends  from  Bangor  to 
Milford,  at  the  head  of  the  Falls  on  Penobscot  river, 
a  distance  of  13  miles.  It  follows  immediately 
upon  the  river,  and  passes  through  all  the  import- 
ant villages  upon  its  bank.  Between  its  terminus 
the  river,  which  is  the  largest  in  Maine,  falls  near- 
ly one  hundred  feet,  and  is  extensively  used  for 
hydraulic  purposes  at  different  points.  At  these 
places  200,000,000  feet  of  long  lumber  are  manu- 
factured yearly  besides  an  immense  quantity  of  oth- 
er kinds.  This  lumber  after  it  is  manufactured,  for 
the  want  of  suitable  means  of  conveyance,  is  again 
put  into  the  river  and  floated  down  to  the  tide  wa- 
ter at  Bangor,  which  can  be  reached  by  naviga- 
tion. The  latter  process  seriously  impairs  its  val- 
ue, to  avoid  which  is  one  of  the  objects  of  the  above 
road. 

It  will  be  readily  seen  that  it  would  require  the 
conveyance  of  only  a  small  portion  of  the  lumber 
manufactured  on  the  route  of  tbis  road  to  give  a 
lucrative  business  to  it.  In  addition  to  the  con- 
stant supply  of  a  large  local  freight  business,  the 
travel  upon  the  line  occupied  by  this  road  is  im- 
mense. The  river  bank  is  lined  with  a  succession 
of  villages  having  intimate  business  relations  with 
each  otherand  with  Bangor.  AtMilford  the  river  be- 
comes navigable  for  some  60  miles  for  light  draught 
steamboats,  of  which  there  are  a  number  now  run- 
ning. There  is  not  only  a  large  amount  of  travel  up 
and  down  the  river,  occasioned  by  the  movement 
of  the  local  propula'n,  but  the  great  mass  of  travel 
between  the  lower  Provinces  and  the  eastern  States 
take  this  direction.  Nearly  the  whole  travel  and 
business  connected  with  the  lumber  operations  on 
the  head  waters  of  the  river,  pass  over  the  same 
route ;  all  of  which,  taken  together,  will  supply  an 
ample  traffic  for  a  railroad.  In  fact  we  do  not 
Imow  of  a  better  unoccupied  route  for  a  railroad 
in  New  England  than  the  one  upon  which  the  jibove 
Company  are  engaged.  I    I 

From  some  acquaintance  with  the  route  and  its 
resources,  we  are  satisfied  that  the  proposed  road 
must  prove  a  profitable  investment.  We  learn 
that  the  grading  of  the  road  is  making  satisfactory 
progress,  work  to  the  amount  of  $75,000  having 
heen  already  done.  It  is  the  intention  of  the<eom- 
pany  to  push  the  work  forward,  so  as  to  have  the 
road  opened  for  business  in  the  Spring  of  the  year 
1854. 

The  road  is  to  have  the  gauge  adopted  in  Maine 
and  the  Provincs,  of  6)^  feet.  As  the  route  occupied 
by  it  coincides  with  the  proposed  route  for  the 
JIuropean  and  N.  American  railroad,  itmustevent- 
nally  form  a  part  of  that  great  work,  the  eait^ 
construction  of  which  is  now  rendered  certain  by 
the  events  which  have  recently  transpired  in  the 
upper  and  lower  British  provinces.  The  Europe- 
an and  North  American  railroad  will  be  necessary 
as  a  connecting  link  between  the  elaborate  sys- 
tems proposed  for  the  widely  separated  Provinces 
of  Canada,  New  Brunswick  and  Nova  Scotia,  and 


we  presume  that  immediate  steps  will  be  taken 
to  secure  its  early  construction. 


BellefoBtalne  *  Indiana  Railroad. 

We  understand  that  this  road  will  be  completed 
and  in  active  operation  by  the  Ist  day  of  July 
next. 

The  completion  of  this  road  will  be  an  event  of 
no  inconsiderable  importance  in  the  railroad  move- 
ment in  the  West.  It  will  be  the^r;^  to  open  a 
direct  outlet  from  the  central  portions  of  Indiana 
toward  the  Lakes  and  Eastern  cities.  Connecting 
with  the  Cleveland  and  Columbus,  the  Indianapo- 
lis and  Bellefontaine,  and  the  Indianapolis  and 
Terre  Haute  roads,  it  will  open  a  continuous  line 
of  railroad  from  Cleveland  indirection  of  St.  Louis, 
more  than  three  hundred  and  fifty  miles  in  extent. 
As  far  as  the  Lake  trade  and  travel  is  concerned, 
this  line  connot  probably  be  even  superceded  by 
any  bearing  a  Southern  direction.  This  great  line 
will  not  only  command  the  trade  of  central  India- 
na, but  will  be  fed  throughout  its  entire  length  by 
numerousj  important  tributaries.  A  number  of 
these  are  already  in  operation,  so  that  an  immense 
business  is  already  developed,  and  awaiting  the 
opening  of  the  grand  trunk. 

The  two  extremes  of  this  great  line,  the  Cleve- 
land and  Columbus  and  the  Terre  Haute  and  In- 
dianapolis roads,  the  only  portions  of  which  have 
been  opened  for  any  considerable  length  of  time, 
are  both  earning  a  very  large  income  upon  the 
cost.  The  stocks  of  the  former  are  selling  at  130, 
and  the  latter  at  110.  The  former  is  earning  at 
least  15,  and  the  latter  12  per  cent  upon  the  cost. 
If  the  extreme  links  in  this  great  line  can  make  so 
flattering  an  exhibit,  the  intermediate  one  will 
certainly  be  able  to  make  as  favorable  a  one,  while 
the  completion  of  all  must  largely  increase  the  bu- 
siness of  each.  There  can  be  no  doubt  that  the 
entire  line  will  prove  one  of  the  most  productive 
in  the  West. 


MlsalMlppI  Valloy  Railroad. 

We  learn  from  the  Little  Rock  Democrat,  that 
Arkansas  has  granted  a  charter  to  a  railroad  Co. 
to  construct  that  portion  of  the  Cairo  and  Fulton 
road,  which  lies  within  the  limits  of  the  state  and 
for  this  purpose,  has  given  to  it  the  lands  donated 
by  Congress.  Louisiana  is  also  moving  in  this 
matter,  and  is  rapidly  pushing  northward  her  part 
of  the  great  trunk  of  the  Mississippi  Valley  road. 
The  opinion  is  expressed,  that  in  less  than  six 
months  this  road  will  be  in  progress  of  construc- 
tion from  N.  Orleans,  through  Little  Rock,  to  con- 
nect with  the  Illinois  Central  at  Cairo. 

The  organization  of  the  "  Cairo  and  Fulton 
railroad  company,"  took  place  at  Little  Rock  on 
the  thirteenth  ult.  Roswell  Bebee,  was  elected 
president;  W.  B.  Wait,  treasurer,  and  John  M. 
Ross,  secretary.  These  officers  and  the  board  of 
directors,  are  represented  to  be  able,  industrious, 
and  efficient  men,  and  will  take  immediate  steps 
for  making  the  surveys. 

The  Actof  Congressgrantingthe  lands,  provides 
that  the  surveys  shall  be  made  by  the  authority  of 
the  legislature  of  Arkansas,  and  that  copies  of 
these  surveys  shall  be  forwarded  to  the  proper 
land  offices  both  in  Arkansas  and  at  Washington, 
where  the  lands  will  be  selected  and  reserved  from 
sale.  The  charter  of  the  "  Cairo  and  Fulton  rail- 
road company,"  designates  that  the  road  shall  be 
surveyed  and  located  "from  Cairo  to  a  point  at  or 


near  Fulton."  This  provision  without  any  doubt 
will  control  the  location  of  the  road,  in  spite  of  the 
efforts  of  Missouri,  to  hare  it  leave  Cairo  and  run 
directly  to  St.  Louis.  The  legislature  of  Arkansas 
seems  to  be  altogether  in  favor  of  the  road  to  Cai- 
ro, and  the  press  of  that  state  is  giving  it  every  en- 
couragement. 

Toledo,  JUnr-yrmXtL  and  CleTCland    Railroad. 

Mr.  Editor, 

Sir  :  It  appears  from  a  brief  statement  in  a  late 
number  of  the  Railroad  Journal,  that  the  cost  of 
the  Toledo,  Norwalk  and  Cleveland  railroad — 87 
miles  in  length, — when  fully  completed  and  equip- 
ped, will  be  only  about  SI  ,600,000,  being  a  little 
less  than  $18,400  per  mile ;  and  that  its  earnings 
for  the  first  seventy-one  working  days  afler  its 
opening  for  business,  were  at  the  rate  of  $432,000 
for  the  year.  From  these  data  you  estimate  the 
gross  earnings  for  the  first  year  at  $460,000,  and 
the  running  expenses  at  $150,000,  or  33)^  per  ct. 
of  the  earnings.  Tour  estimate  for  the  earnings 
appears  to  be  a  very  moderate  one,  but  that  for 
the  expenses  of  working  the  road  is  materially 
less,  I  think,  than  most  other  railroads  are  worked 
for. 

Do  the  actual  expenses  for  the  above  named  pe- 
riod justify  so  low  an  estimate  1  Will  you  also  ad- 
vise your  readers  what  portion  of  the  cost  of  the 
road  is  represented  by  bonds  1  And  what  amount 
of  those  bonds,  if  any,  is  convertible  into  stock,  al- 
so the  amount  of  stock  issued  1 

On  account  of  the  cheapness  of  its  construction, 
and  its  large  earnings  thus  far,  this  road  is  begin- 
ning to  attract  much  attention. 

Full  and  reliable  information  upon  all  material 
points,  and  especially  upon  those  above  indicated, 
is  therefore  very  desirable.  When  your  readers  are 
fully  posted  up  in  regard  to  the  matter,  they  will 
be  much  better  qualified  to  judge  as  to  the  divi- 
dends the  road  is  likely  to  earn,  and  the  conse- 
quent value  of  its  stock  and  bonds.  .  ♦ 

May  24,  1863. 

The  stock  in  the  above  road  is  about  $600,000. 
The  bonded  and  floating  debt,  when  the  road  shall 
be  completed,  will  be  about  $1,000,000.  No  part 
of  the  indebtedness  of  the  company,  is  convertible 
into  stock.  Assuming  the  interest  on  the  debt  to 
be  $70,000,  expenses,  $130,000,  which,  we  believe, 
will  exceed  the  fact,  and  putting  the  earnings  at 
only  $400,000  per  annum,  there  would  be  left 
$200,000  for  dividends,  equal  to  33  per  cent., 
enough,  certainly,  to  gratify  the  ambition  of  any 
reasonable  person. — En.  R.  R.  Journal. 

Knoxirille  and  Dan^Ule  Railroad. 

"  We  are  gratified  to  learn,"  (says  the  Knoxville 
Register)  "  from  Mr.  Prichard,  who  was  in  town  the 
other  day,  that  he  is  progressing  finely  with  the 
survey  of  the  route  for  the  Knoxville  and  Danville 
railroad.  He  informs  us  that  the  road  can  be  built 
with  an  ascending  grade  of  forty-seven  feet  to  the 
mile,  and  sixty  feet  descending  towards  Kentucky. 
This  shows  a  much  more  favorable  route  than  it 
was  supposed  could  be  found.  This  survey  dem- 
onstrates the  fact  that  the  road  can  be  built  at  the 
average  cost  of  railroads. 

We  are  also  gratified  to  learn  ftom  Mr.  Prichard 
that  the  best  feeling  exists  in  Anderson  and  Camp- 
bell counties  in  regard  to  the  subscriptions  propo- 
sed to  be  made  to  this  road  by  their  respective 
County  Courts.    He  thinks  the  proposition  willb* 
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carrfad   by  a  rery  handsome  majority  in  each 
county." 

glnklAf  Pien  for  Bridces  by  Pnenmatle 
Preeeas. 

The  first  trial  of  the  kind  ever  attempted  in  this 
coontry,  haa  jxist  been  made  by  the  Wilmington 
and  Manchester  railroad  company,  in  the  construc- 
tion of  a  bridge  for  their  road  over  the  great  Pee- 
dee  river.  This  river  runs  over  a  bed  of  loose,  shift- 
ing sand,  which  renders  it  very  difficult  to  obtain 
the  ordinary  foundation  for  a  bridge.  The  Com- 
pany therefore  concluded  to  attempt  the  construc- 
tion of  piers  by  sinking  iron  tubes  hy  atmospheric 
pressure,  by  a  process  which  has  previously  been 
sufBciently  described  in  the  Journal.  We  learn 
that  the  first  experiment  has  proved  entirely  suc- 
cessful. The  time  occupied  in  driving  the  first 
cylinder  to  the  depth  of  eight  feet  was  less  than 
two  hours,  including  23  minutes  in  creating  a  vac- 
uum in  the  chamber. 

The  vacuum  chamber  is  made  of  two  sections 
of  cylinders,  and  is  18  feet  in  length  and  6  feet  in 
diameter.  The  air  pvmips  were  worked  at  forty 
strokes  per  minute. 

After  the  vacuum  was  created  in  the  chamber, 
the  valve,  which  forms  the  communication  with 
the  cylinders,  was  opened,  and  the  cylinder  went 
down  so  rapidly  that  it  was  closed.  The  air  let  in 
by  this  operation  was  pumped  out,  and  by  open- 
ing and  shutting  the  valve  it  was  ascertained  that 
the  descent  of  the  cylinder  could  be  regulated 
with  as  much  ease  and  certainty  as  the  movement 
of  a  piston  rod  under  the  action  of  steam.  With  a 
perfect  vacuum  and  the  valve  fully  open,  it  would 
sink  as  rapidly  as  the  ordinary  wooden  pile  under 
the  action  of  the  hammer. 

The  intelligent  Engineer  of  the  Company  writes 
us,  that  the  whole  is  a  simple  and  beautiful  pro- 
cess, and  that  he  is  more  firmly  convinced  than 
ever  of  its  adaptedness  to  places  where  suitable 
foundations  are  difficult  to  be  obtained  in  the  ordi- 
nary manner. 

WmynesboTo'  Railroad. — This  road  is  now  opened 
to  a  point  six  miles  north  of  Waynesboro'.  The 
Savannah  News  says :  "  The  road  is  one  of  the 
finest  in  the  country,  well  graded  and  substantially 
built,  the  cars  running  with  an  evenness  and 
smoothness  delightful  to  the  traveller.  The  only 
fault  that  we  heard  alleged  against  the  road  was, 
that  it  was  unfinished." 


Tfwr  Tork  Central  I<lii«. 

The  several  Boards  of  the  Directors  of  the  roads 
that  are  to  compose  the  consolidated  line,  met  on 
the  17th  instant  in  accordance  with  the  provisions 
of  the  act,  to  confirm  and  execute  the  contract 
which  forms  the  basis  or  charter  of  the  new  com- 
pany. 

The  Directors  of  the  Albany  and  Schenectady, 
Utica  and  Schenectady,  and  the  Troy  and  Schen- 
ectady Companies  met  at  Albany.  The  Directors 
of  the  other  companies  at  Syracuse.  The  contract, 
which  is  clear,  minute,  and  well  guarded  in  all  its 
particulars,  was  unanimously  adopted  and  placed 
upon  the  minutes,  and  duplicate  copies  executed 
by  the  President  and  all  the  Directors  present  of 
eachCo. 

By  the  Act,  one  copy  of  the  contract  is  to  be 
filed  with  the  Secretary  of  the  State,  the  other 
with  the  new  Compviy.  ■-■■^ 


C«'rta(tom  aad  Ii«zlmct«a   R«llrMtd>~C«r> 
reetlon« 

In  an  article  upon  this  road,  in  our  last  pi^r, 
the  word  grade  is  used  incorrectly  for  gauge.  Our 
readers  will  please  make  the  proper  correction. 

We  learn  that  the  work  upon  this  road  is  making 
very  ri^id  progress,  and  also  that  the  recent  loan 
brought  out  by  the  company  has  been  very  favor- 
ably received  in  this  market. 

BtcMr  H«mp*lilre« 

Northern  RaUron/i. — The  annual  rei)ort  of  this 

Corporation  is  just  published. 

Earnings  for  11  months  to  Ist  of  April.  $328,782  84 
Expenses,  repairs,  &c 166,706  92 


Nett  earnings  in  11  months $162,975  92 

After  paying  two  dividends,  amounting  to  five 
dollars  per  share,  there  remains  in  the  treasury 
S28,860  to  be  added  to  the  former  contingent  fund 
of  $31,277  51. 

Rutland  Railroail  Receipts. —  Earnings  in  the 

month  of  April,  1853 $40,367  08 

Corresponding  month  last  year 20,386  48 


Gain  this  year  (near  100  per  cent) . .  S19,981  65 

Notice  to  Contractors. 

SEALED  PROPOSALkS  will  be  rectived  at  the 
Engineer's  (»rtico  of  the  Cincinn^iti,  Hamilton 
and  Dayton  Railroad  Company,  until  noon  the  10th 
of  June,  for  the  Graduation,  Masonrj-,  Bridging 
Track-laying  ahd  Ballasting  of  the  Second  Track 
of  the  Cincinnati,  Hamilton  and  Dayton  Railroad, 
between  Cincinnati  and  Hamilton.  Proposals  to 
state  at  what  time  the  work  will  be  completed. 

Profiles  and  Specifications  can  be  seen,  and  oth- 
er information  obtained  at  the  Engineer's  Office  in 
DefK)t  Building,  Cincinnati,  Ohio. 
Per  order  of  the  Board  of  Directors. 

S.  L.  SPAFFORD, 
Chief  Engineer 
May  14, 1863. 

Cl«^elaii<l  and  'WMeellng  Rallread. 

The  Wheeling  extension  of  the  Cleveland  and 
Pittsburg  railroad  was  let  to  contractors  at  rates 
considered  very  favorable  for  the  company.  Each 
contractor  takes  25  per  cent  in  stock. 

Stock  and  Bloney  Blarlcet. 

Money  continues  rea.sonably  abundant,  with  a 
good  demand  for  first-class  securities  of  all  kinds. 
Fancy  Stocks,  however,  are  very  dull,  and  prices 
for  these  are  slowly  hut  steadily  declining,  with  no 
very  good  look  for  the  future. 

This  fact  is  by  no  means  to  be  regretted  The 
abundance  of  money  for  two  or  three  years  past,  and 
the  gradually  increasing  favor  with  which  railroad 
securities  have  been  regarded,  have  encouraged  the 
bringing  before  the  market  every  kind  of  scheme 
that  promised  to  impose  upon  popular  credulity ; 
coal  stocks,  lead  stocks,  copper  stocks,  gold  stocks, 
stocks  in  marble  and  granite  quarries,  stocks  in 
railroads  and  canals ;  schemes  entirely  worthless, 
as  far  as  any  useful  end  was  concerned ;  land  stocks, 
wharf  stocks,  or  in  anything  to  which  abounding 
name  could  be  given,  or  about  which  a  plausible 
story  could  be  invented.  The  manner  of  bringing 
these  stocks  before  the  market  is  the  following : 
A.  and  B.  buy  a  piece  of  land  assumed  to  have 
within  its  bowels  a  deposit  of  coal  or  copper.  They 
organize  themselves  into  a  joint  stock  association, 
and  put  the  aforesaid  piece  or  parcel  of  land  into 
the  concern  as  the  capital,  the  value  of  which  is 
represented  by  an  issue  of  100,000  shares  of  stock, 

which  are  divided  among  the  respective  parties. 

To  give  gravity  and  weight  to  the  affidr,  some  high- 


ly respectable  cai>italist  allows  his  M-me  to  be  med 
as  Tmst.ee,  or  iu  some  other  cj^city,  (for  com- 
pensation, of  coul'^e.)  The  money  articles  in  the 
daily  papers  are  |tt  once  put  in  action  by  a  doceur 
in  stock,  or  something  more  substantial.  The  ob- 
ject to  be  accomplished  is  to  put  this  stock  upon 
the  outsiders  at  tbe  highest  possiblo  price,  and  the 
gains  of  those  interested  l>eing  measured  by  the 
price  obtained,  all  pull  in  harmonj,  and  by  dex- 
terous management  and  bold  a.ssiimption,  oflen 
contrive  to  work  off  considerable  qu)intities  of  their 
bogus  stuff.  The  e:eneral  abundanc^  of  mony  which 
has  prevailed  for!  sf »mc  time  i)ast  h^s  not  only  giv- 
en the  means,  bi^t  has  begotten  a:  strong  disposi- 
ion  to  run  into  h:^ardous  contracts  •  where  the  pro- 
fits promised  to  l^>  large,  and  the  ^danger  of  any 
considerable  less^  small.  Great  nuiribers  are  tempt- 
ed to  dip,  to  a  greater  or  lesser  extent,  into  such 
specTilations,  fiattjering  themselves  that  they  can 
always  anticipate  the  time  to  sell,  ^nd  rid  them- 
selves of  the  stoc^  in  case  every  thing  does  not 
look  right ;  or  hold  on  to  realize,  should  the  spec- 
ulation turn  out  Well.  But  as  usual  in  such  cases, 
those  who  dabble  |in  such  tra-sh  hare  overreached 
themselves.  Thpy  have  bought,  afid  bought,  and 
bought,  till  they  ^re  perfectly  overI<>aded.  There 
are  in  Wall  street;  millions  upon  millions  of  worth- 
less stocks,  which  have  cost  the  holders  the  hard 
dollars,  but  whicl  are  not  worth  si  penny.  The 
public  are  getting  tired  of  such  securities.  Money 
lenders  are  begini  ling  to  refuse  to  Idan  upon  them. 
It  cost  a  great  de;il  to  carry  them,  ^hile  they  pro- 
duce nothing ;  in  he  mean  time  the'  interest  is  eat- 
ing up  the  capital  The  fancy  markiet  consequent- 
ly is  gradually  se  ting  down  Operlitors  have  no 
heart  to  touch  an  r  thing.  The  maiket  has  no  vi- 
tAlity  nor  ela.sticilp.  Outsiders  canj  no  longer  be 
brought  in  to  carr  r  the  load.  The  redult  will  be  that 
the  greater  numl  er  of  the  schemes  which  have 
been  among  the  nost  prominent,  wi|  utterly  break 
down,  and  be  tak<:n  out  of  the  way  a$  so  much  u-se- 
less  rubbish  ! 

The  earnings  of  the  Rutland   aud   Burlington 


railroad   companj 

April  were. 
In  same  month  la^t  year 


Passengers 
Freight ... 
Mail,  etc . . 


Passengers. 
Freight 


foi'  the   month  'of 


$40,367  08 
.   20,386  48 


Gain  this  year  (neirly  100  per  cent)! . .  $19,981  65 
The  earnings   of  the  Mad   River  railroad  for. 
March,  1862  and  ]  863  have  been  as'follows : 


RECF.IP'^S    FOB    APRIL,    1^2. 


$11,739  4t 
.   17.644  28 

1.107  90—80,892  68 

RECEtP^.S  POR  APRIL,  186^. 

,L..    17,306  66 
22,228  60 


Increase. 


Mail  and  incidentaf 1,390  00 — 40  926  29 

•  i 4. 


$10,632  68 
The  following  stitement  will  show  the  receipts 
of  the  Pennsylvania  raih-oad  for  the  month  of  April 
and  the  total  receipts  since  the  first  of  January, 
compared  with  thej  same  periods  last  year : 
Receipts  for  the  mOntb  ending  April 


30,  1863. 
Same  month  last  jkm . , . 


Increase. 


$270,126  62 
204,808  97 


,  $65,817  28 
Receipts  from  Januiary  >,  1863,  to  A^4 

30,1868 , {1,099.080  19 

Same  period  last  y(»ar.i I  696,406  28 


lacreaM. 


$402,678  91 
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Umalelpal  ■ubaorlytlovia  to  Railroads* 

There  are  certain  diseases  which  every  individ- 
ual must  paM  through ;  which  demand  a  perianal 
expense,  and  which  can  be  avoided  by  no  vica- 
rious suffering.  So  there  seem  to  be  certain  ques- 
tions of  legal  construction  which  no  precedent  can 
jtettle,  but  whicb  must  be  a^tated  in  each  state, 
before  the  body  politic  can4>e  quieted  and  put  to 
rest.  Our  neighbors  in  Pennsylvania  are  now  pass- 
ing one  of  these  phases  or  crisises,  which  is  no  less 
than  the  competency  of  municipal  bodies  to  be 
'udges  of  the  propriety  of  their  own  actions ;  or  in 
other  words  to  aid  in  their  collective  capacity,  the 
construction  of  railroads. 

It  would  seem  to  be  a  late  day  to  raise  this 
question  in  any  state,  more  particularly  in  Penn- 
sylvania, where  this  mode  of  raising  vioneij  for  rail- 
roads has  been  resorted  to  on  an  extensive  scale. 
Corporate  subscriptions  have  built  the  great  work 
of  the  state,  the  Central  Railroad,  and  to  decide 
such  aid  to  havtf  been  unconstitutionally  given,  is 
to  knock  out  the  basis  upon  which  that  magnifi- 
cent work  rests.  Of  the  entire  stock  of  the  road, 
•is  of  the  ten  million  of  dollars,  were  corporate 
subscriptions.  This  stock  has  been  made  the  bar 
sis  of  a  loan  of  five  or  six  million  dollars  more,  so 
that  the  question  really  before  the  courts  of  that 
state  is  not  so  much  the  competency  to  do  a  pro- 
posed act,  as  the  effect  of  such  a  decision  upon 
acts  already  done.  Independent  of  what  seems  to 
be  well  settled  law  in  other  states,  we  do  not  think 
that  Pennsylvania  will  be  disposed  to  set  up  the 
doctrine  of  repudiation,  especially  after  the  lessons 
that  a  failure  to  pay  for  a  few  years  taught  her. 

The  question  of  the  abilUy  of  corporate  bodies, 
such  as  cities  and  counties,  to  subscribe  to  rail- 
roads or  to  lend  their  credits  to  these  works,  is  an 
old  one  elsewhere,  though  it  may  be  a  legally  new 
one  in  Pennsylvania.  These  subscriptions  may 
now  be  said  to  be  universally  used.  We  do  not 
know  of  but  two  or  three  states  in  which  they  are 
not  commonly  resorted  to ;  so  much  so,  as  far  as 
our  more  important  cities  are  concerned,  that  it 
would  be  much  easier  to  name  such  as  have  not, 
than  such  as  have  lent  their  aid  to  railroads.  In 
the  New  England  states,  we  may  name  Portland, 
Hartford,  Providence,  Bridgport,  Middleton,'  Au- 
gusta, Bath,  and  numerous  other  towns.  In  New 
York,  Troy,  Albany,  Rochester,  Buffalo,  Aubuni, 
Binghampton,  and  others.  Pennsylvania  presents 
numerous  instances  of  the  kind,  in  addition  to  the 
one  already  referred  to.  The  credit  of  the  city  of 
Baltimore  has  built  the  Baltimore  and  Ohio  rail- 
road, and  is  largely  loaned  to  other  projects.  In 
Virginia,  not  only  have  all  the  large  towns,  such 
as  Alexandria,  Wheeling,  Richmond,  Petersburg, 
and  Lynchburg,  but  numerous  smaller  ones  and  a 
great  number  of  counties  become  parties  of 
railroad  projects.  In  North  Carolina  this  has  been 
done  to  a  leas  extent  only  because  there  have  been 
but  fewer  roads  constructed  within  the  state.  The 
city  of  Wilmington  has,  however,  voted  her  credit 
to  two  roads,  we  believe.  In  South  Carolina  the 
city  of  Charleston  has  connected  herself  with  a  num- 
ber of  roads.  So  have  Savannah,  and  a  number  of 
other  cities  and  counties  in  Georgia.  The  same 
may  be  said  of  Mobile,  Ala.,  New  Orleans,  Louis- 
i.ma,  Vicksburg,  Miss.,  Nas^rville  and  Memphis, 
Tennessee,  Louisville,  Kentucky, and  a  great  num- 
ber of  cities  and  counties  In  these  states.  In  Ken- 
tucky nearly  every  city  aod.couoty  io  tbe  state 


baa  either  voted  or  is  prepariug.to  vote  upon  the 
question  of  aiding  railroads,  and  very  seldom  is  a 
negative  given. 

Nearly  every  city  and  county  in  Ohio  have 
loaned  their  credits  to  railroads.  The  same  may 
be  said  of  all  the  western  states.  In  the  newly 
settled,  or  in  agricultural  communities,  it  is  diffi- 
cult, if  not  impossible  to  raise  the  means  for  these 
works  in  any  other  manner,  and  they  will  continue 
to  be  resorted  to  so  long  as  we  are  obliged  to  use 
credits  in  the  construction  of  these  works. 

But  it  may  be  readily  supposed  that  there  have 
not  been  wanting  in  each  state  parties  who  did  not 
like  this  manner  of  building  roads,  and  who  raised 
questions  of  the  constitutionality  of  such  mea- 
sures. One  of  the  earliest,  if  not  first  cases  which 
tested  this  question,  was  the  refusal  of  the  city  of 
Bridgport  to  pay  the  interest  on  bonds  issued  by 
that  city  to  aid  the  construction  of  the  Housatonic 
railroad.  The  supreme  court  of  that  state,  after  a 
long  litigation  decided  that  the  city  in  its  corpo- 
rate capacity  was  not  only  competent  to  make  such 
subscription,  but  that  the  j>r  irate  property  of  each 
inhabitant  was  liable  to  be  seized  and  sold  to  pay 
the  debt  so  incurred. 

In  this  case  the  creditors  obtained  judgment, 
and  execution,  and  levit-d  the  same  upon  the 
property  of  certain  merchants  within  the  town,  by 
seizing  the  goods  in  their  stores  which  were  forci- 
blj  entered  by  the  ofiicer  for  this  purpose.  It  was 
in  testing  the  validity  of  this  seizure  that  the 
question  was  finally  settled.  This  is  now  regard- 
ed as  a  leading  case  in  all  similar  questions,  and 
is  undoubtedly  law  in  every  state  in  the  Union. 
The  principles  of  this  case  have  bi-eu  recently  af- 
firmed in  the  states  of  Missouri,  Ohio,  Kentucky, 
and  Mississippi,  and  the  law  is  now  considered  as 
so  well  settled  both  by  the  common  practice,  as 
well  as  by  numerous  precedents  applicable  to  eve- 
ry variety  of  circumstance  that  we  learned  with 
surprise  the  question  was  again  raised  in 
Pennsylvania  in  the  case  of  the  proposed  subscrip- 
tion of  the  city  of  Philadelphia  to  the  Sunbury  and 
Erie,  and  other  projects.  Of  course  we  can  antici- 
pate in  this  no  different  result  than  the  one  uni- 
versally obtained,  wherever  these  questions  have 
been  raised. 

We  have  thus  not  only  the  legislative  and  judi- 
cial sanctions  of  nearly  every  State  in  the  Union, 
but  the  highest  possible  one,  in  the  authority 
granted  by  Congress  to  the  cities  of  Washington, 
Alexandria  and  Georgetown,  to  take  stock  in  the 
Chesapeake  and  Ohio  canal. 

The  expediency  of  these  subscriptions  is  quite 
another  affair.  That  they  have  thus  far  secured 
the  most  beneficent  results,  cannot  be  questioned. 
Without  thum,  a  great  number  of  our  best  roads 
could  not  have  been  built.  It  is  difficult  to  see 
how  the  roads  of  Ohio,  for  instance,  could  have 
been  started,  but  for  the  aid  obtained  from  towns 
and  cities.  The  great  objectof  these  subscriptions 
having  been  gained,  and  the  road  secui-ed  there- 
by having  created  the  means  by  which  others 
could  be  constructed  without  resorting  to  such 
credits,  the  people,  and  we  think  very  properly, 
inserted  an  article  in  their  Constitution  forbidding 
the  use  of  these  cre«lits  after  a  certain  date.  The 
State  of  Indiana  lias  done  the  same,  and  other 
Western  States  will  undoubtedly  follow  these  cx- 


bodies  enabled  ^e  States  named  to  realise.  There 
is  a  general  disinclination  on  the  part  of  our  peo- 
ple to  use  these  credits,  when  their  use  is  not  abso- 
lutely necessary  to  accomplish  a  highly  desirable 
object,  so  soon  as  private  capital  shall  be  equal 
with  the  task  of  buildiog  our  roads, 

We  are  aware  that  the  correctness  of  this  hust 
remark  is  contradicted  by  the  proposed  subscrip- 
tions by  the  city  of  Philadelphia.  There  is  abun- 
dant capital  in  that  city  for  the  construction  of  all 
the  works  in  which  she  has  an  immediate  inter- 
est. But  the  people  of  this  State  have,  unluckily, 
never  been  taught  to  exercise  their  own  strength, 
and  rely  upon  themselves  in  the  construction  of 
works  of  internal  improvement.  What  they  have 
were  contracted  chiefly  on  the  State  account. — 
When  the  central  road  was  i)roposed,  the  mischie- 
vous precedent,  of  connecting  the  city  to  the  work, 
instead  of  leaving  It  entirely  to  private  enterprise, 
was  adopted.  This  precedent  is  now  being  follow- 
ed in  case  of  other  works,  which  would  have  been 
more  speedily  and  economically  built  and  prudent- 
ly managed,  had  it  been  known  in  the  outset,  that 
nothing  was  to  be  expected  from  the  city  in  its 
corporate  capacity.  But  it  is  too  late  in  the  day 
to  deny  the  the  competency  of  the  city  to  aid  in 
the  construction  of  railroads  if  she  desires.  The 
Courts  are  not  to  determine  questions  o{ propriety 
or  ex j>edicncy,  but  the  Lair,  and  this,  we  apprehend, 
is  too  well  settled  to  admit  of  a  doubt  as  to  the 
result  in  the  case  before  us. 


Railroads. 

THEIR  IMPROVEMENT  FOR  SAKE  TRAVEL. 

The  many  sad  accidents  which  are  occurrmg, 
almost  daily,  in  our  country  on  railways,  demand 
that  some  efficient  means  may  be  put  in  operation 
to  check  the  great  sacrifice  of  human  life  on  these 
roads,  and  the  ruin  of  so  much  property.  The 
railroad  system  is  widely  extending  throughout  our 
country,  and  except  in  their  planned  construction 
we  can  insure  safety  to  passengers,  we  shall  be 
only  increasing  the  evil,  and  trifling  with  human 
life.  The  fearful  speed  attained  on  railroads  adds 
to  the  risks  now  run  by  the  passenger,  in  case  of 
meeting  any  obstruction,  however  slight,  which 
would  cause  the  wheel  tojly  the  track. 

The  exposed  state  of  these  roads  makes  them 
liable  to  injury,  and  the /oct'Wy  of  producing  &ruin 
is  a  strong  temptation  to  the  unprincipled  high- 
wayman. 

Before  our  railroad  Companies  enter  upon  any 
new  work  of  the  kind,  they  should  institute  an 
inquiry,  whether  there  is  any  improvedplan  of  rail- 
road which  combines  safety  of  travel  with  economy 
of  construction.  Any  plan  which  would  secure  and 
insure  the  wheels  from  running  off  the  rail,  under 
any  degree  of  velocity  given  the  train. — Any  plan 
which  would  be  free  fh>m  the  common  accidents 
including  collisions,  which  now  occur  on  railroads; 
that  will  do  away  with  the  necessity  of  railroad 
guards,  signals,  switches,  and  suchlike  attendance, 
and  last,  but  not  least,  a  plan  which  will  not  cost 
even  a  moiety  of  the  sum  now  paid  per  mile  on  the 
present  plan  of  railroads. 

In  the  name  of  a  suffering  community  we  would 
urge  that  these  inquiries  should  be  made,  and  if 
there  is  any  practicaile  plan  of  railroad  which  prom- 
ises this  immunity  from  such  evils,  these  compa- 
nies are  bound  to  avail  themselves  of  it,  and  put 


omples  of  Ohio  and  Indiana,  when  tltey  .sli.Oi  have  an  end  to  the  sad  record  which  now,  ahnoflt  daily, 
secRrwltbe  reault,  which  tlit-  credit.<  vl  <;•  p<>i;ate  ^blota  the  pages  of  our  history. 
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TM  iald4Mi|tiM  ean,  wltb  cooMeooe,  say  that 
then  is  kape  of  roeh  an  exemption  ftxmitbea&eTils, 
\)j  the  comummation  and  perfection  of  a  plan  of 
railroad,  embracing  all  the  requisites  of  safety  to 
the  traveller. 

The  Pacific  railroad  will  be  soon  stretching  its 
lengthened  line  across  onr  country,  and  such  se- 
curity should  be  given  its  travel  that  our  people 
may  reach  its  distant  terminus  in  as  many  mivvtes 
as  there  are  miles  of  distance.  The  locomotive  en- 
gine, which  is  to  accomplish  this  desirable  speed, 
is  already  perfected,  and  needs  only  the  perfecting 
of  the  rail  upon  which  it  is  to  travel, — this,  as  has 
been  said  before,  is  near  ita  accomplishment. 

Robert  Mills,  Engineer  and  Architect." 
City  of  WasMngt4m,  May,  1868. 


Vlnanee*  otK»wr  Orl«aaaa 

The  Commissioners  of  the  consolidated  debt  of 
New  Orleans  have  made  their  annual  report  to  the 
Common  Council  of  that  city.  It  is  dated  the  1st. 
of  April.  The  entire  debt  of  the  city  on  the  12th 
of  April,  1862,  the  date  the  act  of  consolidation 
took  effect,  amounted  to  S7 ,702,329  98,  as  ascer- 
tained and  fixed  by  the  Commissioners  from  the 
evidence  filed  according  to  law.  Of  this  amount 
about  $2,000,000  was  past  due.  On  the  19th  of 
July  last  2,000  bonds  of  the  consolidated  city,  of 
$1,000,000  each,  ($2,000,000)bearing  6  percent  in- 
terest, and  having  forty  years  to  run,  were  sold  in 
New  York  city  for  more  than  their  par  value. — 
With  the  sum  thus  realized  all  the  natural  obliga- 
tions of  the  city  were  paid.  On  the  21st  of  Octo- 
ber last  the  Commissioners  advertised  to  exchange 
the  bonds  of  the  consolidated  city  of  the  same  se- 
ries as  previously  issued  for  the  unmatured  bonds 
and  obligations  of  the  old  corporations.  Up  to 
the  date  of  the  report  two  thousand  two  hundred 
and  thirty-four  bonds  (2,234,000)  had  been  thus 
exchanged.  Thus  the  total  amount  of  the  bonds 
of  the  new  city,  issued  by  the  Commissioners  at 
the  date  of  their  report,  was  $5,534,000.  The 
amount  of  debts  of  the  old  corporations  extinguish- 
ed, is  $5,000,191  99.  The  cash  in  the  hands  of 
thd  Commissioners  at  the  date  ofreportwas$437,- 
320  22. 

The  total  debt  of  the  old  corporations  still  out- 
standing on  the  1st  of  April,  1863,  matured  and 
payable  variously  from  1868  to  1877,  inclosive, 
was  $3,182,516  64. 

Assuming  that  no  more  bonds  will  be  issued  in 
exchange  for  any  portion  of  the  obligations  of  the 
old  corporations  maturing  in  1863  and  1864,  the 
Commissioners  make  the  following  exhibit  of  the 
means  in  their  hands,  and  the  liabilities  for  these 
two  years : 

Total  liabilities  up  to  Jan  1,  1864,  for 
obligations  and  interest  maturing. .  $609,099  66 

Cash  on  hand $437,320  22 

Taxofl863 660,000  00 


Total  means  for  1863 $1,087,320  22 

Balance   in  hand  of  Commiisioners 

Jan.  1964 $478,220  66 

Tax  of  1864 660,000  00 


Total  means  for  1864 1,128,220  66 

Liabilities  for  1864 655,461  13 


Balance  in  hands  of  CommissionerB 
Jan.  1,1866 1,472,766  63 

It  thus  appears  that  ample  provision  has  been 
made  to  meet  the  obligations  of  the  city  maturing 
for  the  next  two  years. 

In  conclusion,  the  Commissioners  make  the  fol- 
lowing just  reflections : 

"  Twelve  months  ago  the  act  of  consolidation 
went  into  operation,  and  Commissioners  entered 

rn  their  duties.  It  found  the  city  without  cre- 
,  conAision  in  most  of  its  branches  of  govern- 
ment, and  the  people  disheartened.  To-day  its 
credit  is  above  par,  no  jnst  demand  can  be  m«de 


upon  ita  treasury  that  is  not  promptly  liquidated, 
and  its  fair  name  is  witboat  a  blot." 

The  Report  of  the  Prcsldcmt  and  DIreetort 
or  the  Slielb^  Rallro«4l  Company. 

The  late  annual  report  of  the  Company  states 

that  the  entire  lioe  of  the  road  from  the  junction 
with  the  Louisville  and  Frankfort  Railroad  at 
Hobbs  Depot  to  the  Shelbyville  Depot  has  been 
placed  imder  contract,  and  is  fast  progressing  to 
completion. 

The  number  of  shares  .subscribed  in  tliat  part  of 
the  road  between  Shelbyville  and  Louisville  is  2674, 
The  number  taken  by  contractors  is  1,717 — total 
number  of  shares,  upon  the  graduation  of  the  road, 
will  be  4,291,  equal  to  $214,650  ;  whilst  the  esti- 
mated cost  of  grading  that  part  of  the  line  is 
$182,681  30.  Of  the  sum  subscribed  there  htis 
been  collected  only  $30,940  24 ;  and  there  has 
been  expended  in  survey.s.  construction,  &c.,  the 
sum  of  $22,167  30  ;  whilst  the  Board  have  made 
such  advances  to  the  various  contractors  in  the 
progress  of  the  work  as,  in  the  opinion  of  the 
Board,  the  intei-cst  of  the  Company  required. 

The  location  of  the  lino  through  Ihe  Southern 
portion  of  Shelby  Coiinty  is  abandoned.  It  lias 
been  found  that  the  l)est  mute  for  <uustructing  a 
line  to  Frankfort  unites  with  the  Louisville  and 
Frankfort  road  at  a  point  about  J  0  miles  on  this 
side  (west  of  the  Frankfort  Depot,  and  10^^  miles 
eastofthe  Depot  in  Shelbyville.  Theestimated  cost 
of  this  extension  is  $268,088;  and  the  distance 
from  Louisville  through  Shelbyville  to  Frankfort 
by  the  location  survey  will  be  less  than  51  mile«  S 
and  of  this  distance  22  miles  of  the  Louisville  and 
Frankfort  Railroad  will  be  used, — the  straighten- 
ing process  only  requiring  the  construction  of 
about  28)^  miles  of  new  road,  by  which  the  road 
from  Louisville  to  Frankfort  will  be  shortened 
about  14  miles:  and  this  is  regarded  the  most 
direct  and  practicable  route  by  which  any  ccHi- 
siderable  portion  of  the  old  road  can  be  used. 

This  line  to  Frankfort  passes  near  Lawson's  Cor- 
ners, and  there  diverges  the  routes,  via  Lawrence- 
burgh,  to  Harrodsburgh,  the  estimated  cost  of 
which  (as  per  Patterson's  estimates)  is  $671,182 
This  route  is  i»referable,  as  it  is  in  common  with 
the  one  to  Frankfort  for  about  eight  miles  east  of 
Shelbyville  :  and  will  cost  in  its  construction  near 
$300,000  less  than  the  nearest  route  to  Harrods- 
burgh diverging  at  Shelbyville. 

The  original  object  of  the  Shelby  road  was  two- 
fold : — 1st.  To  straighten  the  road  from  Louisville 
to  Frankfort.  2nd.  To  extend  a  grand  Central 
Railroad  through  Kentucky  to  Knoxville,  thereby 
rendering  Louisville  the  recipient  of  the  ample 
mineral  and  agricultural  products  of  the  interior 
of  Kentucky,  and  public  attention  is  now  strongly 
attracted  to  the  project,  especially  in  Northern  and 
Eastern  Tennessee,  and  in  that  portion  of  Virginia 
situated  between  Lynchburgh  and  the  State  Line. 

It  is  probable  that  a  consolidation  will  soon  be 
efiected  between  the  Company  in  (|uesti<m  and  the 
Louisville  and  Frankfort  Company.  In  respect  to 
the  pecuniary  prospects  of  the  road  the  following 
considerations  are  urged  : 

That  this  road  will  pass  through  the  central  and 
richest  portions  of  Kentucky,  and  in  the  immediate 
vicinity  of  the  inexhaustible  fields  of  stone  coal 
and  iron  ore  of  Pulaski,  all  of  which,  with  the 
agricultural  products  of  that  region,  will  seek  a 
market  over  this  road. — That  this  road  will  have 
its  western  terminus  at  Louisville,  and  will  derive 


business  not  obiy  tram  the  oHy,ibut  also  from  the 
Ohio  and  MiMissippi  rivers,  froti  the  Albany  and 
Michigan  Raill-oad  .  from  the  JlrtftwonvlMe,  and 
Columbus  Ra(lro»d. — all  of  wMich  are  now  con- 
structed, or  inUhe  oonrno  of  eotiHtmction. — That 
the  eastern  tet-miims  of  this  rorid  is  at  Frankfort, 
where  it  connects  with  the  Lekington  rotwls  to 
Cincinnati,  an4  thwice  to  New  fork  and  Boston  ; 
and  to  Maysville  abd  to  the  raoiith  of  Big  Sandy, 
there  to  connect  with  the  RailroaA  from  Richmond' 
and  with  the  Baltimore  and  Obi*  Railroad, — ^both 
of  which  roadfi  will  doubtless  be  extended  to  that 
point. — And  tHat  the  southeastern  terminus  of  this 
road  will  be  at  Knoxville.  Tenn.,!at  which  c  ty  will 
be  formed  an '  uniatermpted  railroad  connection 
with  the  southhvestem  seaboard  iftt  Charleston,  Sa- 
vannah and  M6bile,  and  also  with  Norfolk,  Lynch- 
burgh and  Richmond.  j  , 

ImproT^eakentof  til*  SaTO^nali  R.lir«r> 

Savannah  is  equal  to  any  city  in  the  Union  in 
the  enterprize  land  energy  and  public  spirit  of  her 
citizens.  Shd  has,  during  the  last  few  years,  as- 
sumed a  large  (debt,  in  giving  aid  to  diflterent  in- 
ternal improvejments,  which  wert  necessary  to  se- 
cure her  the  tiade  of  the  interior;  and  neither  her 
spirit  or  her  resources  are  exhaitsited.  The  great 
object  which  is  left  her  to  accomplish,  is  to 
make  her  port  equal  to  the  accotumodation  of  the 
increased  business  she  is  enjoyint,  and  to  that  ob- 
ject her  citizens  have  addressed  themselves  with 
characteristic  Promptness  and  energy.  Congress 
having  impropriated  $40,000  to  itnprovethe  Sava- 
nah  River,  an^  it  shaving  been  ascertained  that 
$200,000  was  iecessary  for  this  object,  they  have 
determined  thit  they  would  not  loose  the  impro- 
priation of  the  General  Govemiaent,  or  content 
themselves  wip  a  partial  accomplishment  of  its 
object,  and  hare,  in  public  meeting,  authorised  the 
City  Council  t»  appropriate  th^  sum  of  $160,000 
to  be  cxpendeq,  with  the  apprbpriation  of  Con- 
gress, by  the  olfBcers  of  the  United  States,  for  the 
improvement  of  the  river.  Thiii  exhibits  a  pro- 
gressive spirit' tn  the  right  direction.   ' 

BaWlt  Ste.  Marie  Canal. 

The  stockholdera  of  this  company  have  elected 
the  following  gtentlemen  as  directors  :  Hon.  Era*-. 
tus  Fairbanks,  of  Vermont ;  Honi.  ErastasComia 
of  Albany;  John  M.  Forbes,  Es^.,  of  Boston,  * 
V.  L.  Pruyn,  Esq.,  of  Albany  ;  John  F.  Seymour 
Esq.,  of  Utica;  John  W.  Brooks,  Esq.,  of  Detroit, 
Mich.;  Joy  F.  Day,  Esq.,  of  Detriiit,  Michigan.  At 
a  subsequent  nteeting  of  the  direfctors,  Hon.  E.  C. 
Corning  was  elected  president,  John  W.  Brooks 
was  elected  vic^  president,  J.  V.  L.  Pruyn  was  el- 
ected secretary  and  treasurer,  and  Charles  T.  Har- 
vey was  elected  general  agent.  On  an  examiLa- 
tion  of  the  probable  expenses  Of  the  important 
work  to  be  constructed  by  the  company,  and  for 
the  surveys  and  dispositions  of  Its  lands,  it  was 
unanimously  resolved  to  increase  the  cj^ital  stock 
of  the  companjij  from  four  to  ten  hundred  thousand 
dollars,  agreeaWy  to  the  provisiotis  of  its  charter. 

Hew  York  and  Hew  Have^  Railroad. 

The  following  gentlemen  have  jbeen  elected  di- 
rectors of  this  company  for  tb|e  present  year ; 
Robert  Schuyler,  Gov.  Morris,  T;  W.  Ludlow,  W. 
C.  Wetmore,  R.  M.  Blatchford,  Philip  Dater,  Nel- 
son Robinson,  Oeoi^  Barker,  Charles  Denison 
Isaac  £.  UavilAod,  Wm.  S.  Wetaoore,  Albert  J. 
Akin,  and  Hem^  B.  Dunham. 
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The  sale  of  lands  belonging  to  the  Illinois  canal, 
on  the  11th  and  12th,  reached  $228,000.  If  to 
this,  says  the  Chicago  DemMral,  we  add  the  pro- 
ceeds of  the  sale  of  fanning  lands,  and  of  the  lots 
in  Joliet,  Lockport,  Lasalle,  etc.,  the  amount  is  as 
likely  to  exceed  as  to  fall  short  of  $1,000,000.  The 
present  debt  of  the  canal  is  only  $400,000  and  six 
months'  interest ;  had  not  an  acre  of  land  been 
sold  this  year,  there  would  have  been  money  enough 
to  have  paid  that  sum.  After  this,  the  proceeds 
of  the  sale  of  the  Canal  lands,  and  also  the  tolls  of 
the  Canal  are  to  be  paid  upon  the  back  inteaest  of 
the  Canal  bonds,  which  amounts  to  about  $9,000,- 
000.  It  is  calculated  that  this  will  have  to  be  paid 
in  two  years  from  next  fall,  thus  leaving  the  bal- 
ance of  the  lands  and  tolls  to  apply  to  the  annual 
interest  of  the  bonds  and  to  the  liquidation  of  the 
bonds  themselves.  When  these  bonds  are  all  li- 
quidated the  canal  will  revert  to  the  state. 

BI«iw^-T«rlK« 

Black  River  and  Utica  Railroad. — A  committee 
appointed  by  the  citizens  of  Utica  to  examine  the 
line  of  the  proposed  road,  report  that  they  had  in- 
spected the  proposed  line  of  the  road  to  its  north- 
ern terminus  at  Clayton.  At  that  place  they  found 
one  of  the  best  bays  and  harbors  for  a  terminus 
that  could  be  desired.  Mr.  Jenne,  the  chief  engi- 
neer of  the  company,  says  there  is  no  difficulty  in 
the  way  of  getting  a  good  line,  and  that  the  entire 
cost  of  the  road  will  not  exceed  $20,000  a  mile. 
It  is  expected  that  the  entire  line  will  be  ready  to 
put  under  contract  in  a  short  time. 

Delaware,  Lackawanna  and  Western  Railroad. 
— The  following  gentleme»are  the  directors  of  this 
road,  viz  : — George  D.  Phelps,  Drake  Mills,  J.  I. 
Phelps,  John  Rowland,  Henry  Hotchkiss,  John  I. 
Bl^r,  Daniel  S.  Miller,  Wm.  E.  Dodge,  Geo.  Bulk- 
ley,  Geo.  W.  Scranton,  J.  B.  Williams.  George  D. 
Phelps,  is  president  of  the  board.  Wm.  £.  War- 
ren is  treasurer  and  secretary,  and  Q.  W.  Scran- 
ton, general  agent. 

Bast  T«M»eue«  amd  TIrctMla  RAad. 

The  Knozville  Register  learns  from  Mr.  Lynch, 
the  Chief  Engineer  of  the  East  Tennessee  and  Vir- 
ginia railroad,  that  he  has  put  under  contract  the 
grading  of  that  portion  of  the  road  between  that 
place  and  Strawberry  Plains.  The  work  will  be 
commenced  in  the  course  of  ten  or  twelve  days, 
and  will  be  completed  within  one  year.  The  work 
has  been  let  to  several  contractors,  who  will  push 
it  forward  energetically. 

Mr.  Lynch  also  states  that  the  work  on  other 
portions  of  the  road  is  progressing  finely.  The 
contractor  for  the  masonry  of  the  bridge  at  Straw- 
berry Plains  has  his  work  about  half  completed 
already.  The  contractor  for  the  masonry  for  the 
bridge  across  the  North  Fork  of  the  Holston  (near 
the  Virginia  line)  has  that  work  almost  completed, 
and  will,  in  a  few  days,  commence  upon  the  bridge 
across  the  Watauga.  The  grading  upon  many 
portions  of  the  road,  is  progressing  with  consider- 
able rapidity.  ,    i 

Air  lalB*  Railroad. 

Active  operations  have  been  commenced  upon 
the  line  of  this  road. 


Alakama  a»d  VlorMa  Raltr«*d. 

The  following  gentlemen  have  been  elected  Di- 
rectors of  the  above  road  :  Thomas  J.  Judge,  Chas. 
T.  Pollard,  Thomas  M.  Cowles,  George  Qoldth- 
waite,  Wm.  Taylor,  Wm.  M.  Marks,  Fleming  Free- 
man, Abner  McGkhee,  Benajah  S.  Bibb. 

The  proposed  road  is  to  connect  Montgomery 
and  Mobile.  ,      .  i    ^ 


Notice  to  Contractors. 

PROPOSALS  for  the  grading,  bridging  and  ma- 
sonry of  the  Western  division  of  the  Covington 
and  Ohio  Railroad,  will  be  received  at  the  O^ce 
of  the  Engineer  at  Guyandotte,  Cabell  County, 
Virginia,  between  the  20th  and  30th  of  June  next. 
They  will  embrace  about  forty-six  mile  sections, 
bridges  over  Twelve  Pole,  Guyandotte  and  Mud 
Rivers,  and  a  tunnel  of  1500  or  1600  feet  in  length, 
at  the  bend  of  Mud  River. 

Also,  between  the  1st.  and  16th.  of  July  next, 
proposals  will  be  received  at  Covington,  Virginia, 
for  the  grading,  bridging  and  masonry  of  that  por- 
tion of  the  Ea-stem  division,  lying  between  the  town 
of  Covington  and  Hayne's  Farm,  on  Jackson's  riv- 
er— a  distance  of  10  or  11  miles  of  very  heavy  work' 
including  much  heavy  retaining  waJl,  two  large 
bridges  over  Jackson's  River,  and  probably  2  tim- 
nels. 

The  successful  bids  will  be  declared  as  soon  as 
practicable  afler  16th  July. 

By  order  of  the  Board  of  Public  Works. 

CHARLES  B.  HHAW, 
Chief  Engineer  Covington  &  Ohio  R.  R.  Co, 
Leirisintrg,  Va.,  May  24,  1863. 


Notice  to  Contractors. 

PROPOSALS  will  be  received  until  noon  the 
20th  June,  for  the  Graduation  and  Masonry 
of  the  Franklin  and  Warren  Railroad,  extending 
from  a  point  on  the  eastern  State  Line  of  Ohio,  in 
the  County  of  Trumbull  to  Ashland,  Ashland  coun- 
ty, Ohio,  a  distance  of  about  106  miles. 

The  line  will  be  ready  for  examination  June  13th. 
For  particulars  apply  at  the  Engineer's  office,  Frank- 
lin, Portage  county,  Ohio. 

The  remaining  distance  of  the  road  extending 
from  Ashland  to  Dayton,  or  Maysville,  will  be 
ready  in  a  short  time.  M.  KENT, 

President  F.  &  W.  Railroad. 
SAM'L  H.  KNEASS, 
Chief  Engineer. 
Franklin,  May  19,  1868. 


"WllUantsport  and  Elmtra  Railroad. 

There  are  about  onie  thousand  men  employed 
CD  the  Willismsport  and  Elmira  railroad  which 
force  is  to  be  doubled  within  a  short  time. 


Toledo,  Norwall£  and  Cleve- 
land  Railroad. 

FORMING,  in  camectioo  with  the  Michig&n  Southern  and 
Northern  Indiana,  the  Lake  Shore  and  Clev^nd  and  Pitts- 
burg Railroad,  the  ooly  entire  raita'oad  Une  b<>tween  the  East  and 
West 

The  best  and  moot  expeditious  route  betwi^n  £a.stem  CitieR, 
Chicago  and  St.  Louis. 

SUMMER  ARRANGEMENT. 

On  and  af  tor  Monday,  May  M, 
1853,  Passeneer  Trains  will  run 
daily  (Sundays  excepted)  as  fol- 


lows : 


LEAVE  TOLEDO- 


AccoMiiODATiON,  at  9.10  A.if.,  Stopping  at  itU  stations. 

DAT  ExPBESB,  at  3.15  p.m.,  stopping  onl>'  at  Fremont,  B^o- 
vue  Monroeville  and  Norwalk. 

NioHT  Express,  at  11.16  pjf..  stoppint;  only  at  frcmoot, 
Bellevue,  Monroeville,  Norwalk  and  OberUa 
LEAVE  CLEVELAND. 

Dat  £xpbf.s.<!,  at  7  A.M.,  Ktopping  only  at  Norwalk,  Mooroe- 
ville,  Bellevuo  and  Fronioot 

AocoMMODATtoN,  at  10  A.M.,  Rtoppjog  at  all  Stations. 

NiOHT  Express  at  8  p.m.,  stopping  only  at  Oberlin,  Nor- 
walk, Monroeville,  Bellevue  .irid  Fremont. 

CONNECTING  DIRECTLY 

AT  TOLEDO— With  Trains  of  Michigan  Southern  and  Northern 
Indiana  Railroad  for  Chicago  and  Way  Stati<w8,  and  thro' 
the  ChifnK"  "n*!  Rock  Island  Railroad,  and  Steamers  on  Il- 
linois River,  forming  a  line  to  St.  Louis. 

AT  BELLEVUE— With  Trains  of  Mad  River  and  Lake  Brie 
Road  for  Sandusky  City,  Springfield,  Dayton,  Cincinnati,  etc. 

AT  MONROEVILLE— With  trains  of  Mansfield  and  Sandusky, 
Railroad,  for  Sandusky,  Shelby  Junction,  Coiumbua,  Zanes- 
ville,  Newark,  etc. 

AT  GRAFTON— With  train.s  of  Cleveland,  Columbus  and  Cin- 
cinnati Railroad,  for  Columbus,  Cincinnati  and  Way  Stations. 

AT  CLEVELAND— With  trains  of  Lake  Shore  Railroad  for  New 
York  and  Boston,  via  Buffalo  and  .\lbany,  and  for  N.  York, 
via  Dunkirk,  with  trains  of  Cleveland,  andPittsburg  Rail- 
road, for  Pittsburg,  Philadelphia,  Baltimore  and  Washington 
City.  E.  B.  PHILLIPS,  Sup't 

SuperintenderWa  Office  T.,  N.  4-  C.  AA,  f 
Ntfnealk,  O.,  May  10,  186a      S 

Uoole,  Stanifortli  &■  Co., 

MINERVA  WORKS, 

SHEPFIPLD, 

Sieel  Converters  and  Refiners ; 

Manufacturers  of  Improved  Cast  Steel  Engineer 
ins  and  Machme  Piles ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  asaoitment  of  Steel  from  the  above  Works  con- 
BtanUy  on  hand  by  RICHARD  MAKIN, 

Agent  for  the  ManufacMirera, 


A  Good  Enterprise. 

THE  concentration  of  six  or  seven  Railroads  at 
Fort  Wayne,  Indiana,  viz :  Ohio  and  Indiana, 
Fort  Wayne  and  Chicago,  Fort  Wayne  and  Cincin- 
nati, Fort  Wayne  Southern,  Wabash  Valley,  Fort 
Wayne,  Union  and  Cincinnati,  and  the  Fort  Wayne 
and  Mississippi  Air  Une  railroads,  will  require  and 
offers  favorable  inducements  for  an  extensive  es- 
tablishment for  the  manufactory  of  Railroad  Cars, 
and  other  machinery.  Persons  willing  to  embark 
in  an  enterprise  of  this  kind,  would  receive  encour- 
agement from  most  of  the  roads  above  named,  if 
application  be  made  soon.  * 

Fart  Wayne,  May  18,  1863. 
*  The  above  is  from  responsible  parties,  who  will 
lend  efficient  aid  to  tlie  enterprise  jiroposed. — [Ed. 
R.  R.  J.  It. 


To  Railroad  Traek-Layers. 

PROPOSALS,  under  .seal,  are  requested  at  the 
Railroad  Journal  office,  New  York,  on  the  10th 
July  next,  for  laying  the  track  of  the  Mobile  and 
Ohio,  Tennessee  and  Alabama,  and  Paducah  and 
Tennessee  railroads  ; — aggregate  length,  512  miles. 
Plans,  specifications  and  other  required  informa- 
tion, will  be  furnished  at  the  time  and  place  above 
mentioned.  JOHN  CHILDE, 

Chief  Engineer. 
Mobile,  May  17th,  1863. 

'  To  Contractors . 

NORTHERN  INDIANA  RAILROAD. 

SEALED  proposals  will  be  received  at  the  oflSce 
of  the  company  in  Toledo,  Ohio,  until  the  14th 
day  of  June  next,  at  noon,  for  Grading,  Fencing 
and  Bridging,  including  the  clearing  and  grub- 
bing of  the  line  of  said  railroad  ftom  a  point  near 
the  west  line  of  the  city  of  Toledo  in  the  State  of 
Ohio,  to  a  point  in  the  state  of  Indiana,  about  70 
miles  west  from  Toledo.  The  line  is  divided  into 
sixty-nine  sections,  proposals  may  be  made  for  one 
or  more  sections.  Maps  and  profiles  of  the  line, 
and  plans  and  specifications  of  the  work,  may  be 
examined  at  the  office  of  the  engineer  of  the  com- 
pany in  Toledo  on  and  after  the  sixth  day  of  June 
next. 

The  directors  reserve  the  right  to  accept  or  re- 
ject proposals  as  they  may  deem  the  interest  of  the 
company  to  require.  JOHN  B.  JERVI8, 

Chief  Eengineer. 
Office  of  the  Nor.  Ind.  R.  R.  Co.  ) 
Toledo,  May  20th  1863,  J 


To  Railroad  and  Canal  Com- 
panies, or  Contractors. 

A  SUPERINTENDENT,  who  has  the  very  best 
testimonials  from  some  of  the  most  celebrated 
Engineers,  having  had  charge  of  very  large  and 
difficult  works,  on  which  he  gave  the  greatest  sat- 
isfaction, wishes  to  make  an  engagement  with 
some  Company  or  responsible  Contractor.  He  has 
the  reputation  of  being  a  very  skillful  manager  of 
large  numbers  of  workmen,  and,  by  reference  to 
his  former  employers,  it  will  be  found  that  he  will 
be  a  profitable  man,  although  he  expects  a  fair 
salary.  A  letter  addressed  to  the  Editor  of  this 
Jowrnal  will  meet  prompt  attention. 


VW-.-'lu'  ''.w«*;<^ 
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Brass  Tubes  for  LioeomotiTe  & 
Marine  Boilers. 

THE  undersigned,  having  been  appointed  agentfor 
the  highly  respectable  manufacturers,  Messrs. 
Allen,  Everett  A  Son,  ot  Birmingham,  is  prepared  to 
take  orders  at  fixed  prices,  for  Brass  Tabes  of  all  dia- 
meters for  Marine  and  Locomotive  Engines.  I'hcse 
Tubes  are  found  to  answer  well,  and  are  now  in  most 
general  use  in  England,  they  lastmuch  longer  than 
iron,  and  when  worn  out,  realize  about  half  the  amount 
lor  old  metal.  For  further  particulars  and  inpection 
of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
March  2d,  1853.  90  Beaver  st. 


American  Railway  Agency, 


>0B  THE  PCROHASE,  ON  COMMISSION,  OW 
.:.     ALL  ARTICLES  REQUIRED  BY 

RAILROAD    COMPANIES. 

Office,  12  Varquhar  BlIDd]^0[^ 

Philadelphia. 


IStna  Car  VfTorlLn. 

BILLM£Y£R  &  SMALL,  YORK,  Pa.,  PaoraicTOBS. 
%  I7E  are  manu&cturiiig  to  order  and  by  cootract,  Baggage, 
VV    Freight,  Bxpreaa,  Stoct  "  Reading,"  and  other  patterns 
of  Coal  Cars.     Lumber  and  Gravel  Car«,  of  every  variety,  at 
xbort  notice,  and  on  favorable  tenne. 

Our  focilitiea  for  manufocturing  are  extensive,  and  our  means 
tor  transportation  to  all  parts  of  the  country  speedy  and  econo- 
□licaL 

The  Wheels  we  use  receive  our  own  personal  attention,  are 
made  of  the  best  CM  Blast  Charcoal  Iron,  of  both  spoke  and 
plate  patterns,  solid  and  open  bubs. 

All  Cars  built  by  us,  and  now  in  daily  use  on  the  Pennsylvania 
Central,  Baltimore,  Susquehanna,  York  and  Cumberland  Roads, 
have  t>een  appmed  as  first  class,  and  carry  the  largest  capacity 
allowed  on  any  roads.  We  are  prepared  to  (Uruish  Wheels  and 
Axles  separately  or  fitted.  Springs  and  other  parts  of  Cars  at 
|bort  notice.  Orders  and  Cootracta  Ibr  Railroad  Companies  so- 
Belted.  May  20*3in 


To  i:ngrinc®i*s  and  Steamboat  Captains. 

EXPLOSIONS  prevented: 


FOR  DISSOLVING  INCRUSTATIONS  IN  STEAM  BOIIERS. 


BRANDS'  LIQUID  is  the  name  of  ^ fluid  recently  in  use  throughout  aU  Europe,  by  fie  applicaUoo  of  which  the  incrusutiooi 
in  Steam  Boilers  are  dissolved  or  totally  avoided,  without  aflecting  in  the  least  the  riaterial  of  the  boik^r. 
Chemical  examinations  and  expeneuce  have  ftilly  ascertained  that,  by  the  application  Afthit^  fluid,  no  harm  whatever  is  done  to 
the  material  of  which  the  boiler  consists.  I 

To  dissolve  the  liardened  iQcniBtatk>n  in  Steam  Boilers,  pour  every  10  or  14  days,  in  prdportioa  a>  tlie  boiler  w  daily  for  a  knger 
or  shorter  time  heated,  the  quantity  of  Brands'  Liquid  to  the  water  in  the  boiler  as  showh  in  the  following  table:— 

TABLE  FOR  CLEANING   INCRU8TE0  BOILERS.    I 


STEAM  BOILERS. 

Which  are  daily  from  10  to  16  boura  heated,  and  which  have  a 
power  of  evaporatioa  of 

From  1  to  10  Horse  Power, 

"  10  to  20 

•                   "  20to  30           " 

"  30  to  46            " 

"  46  to  65 

'•  65to  110 

"  110  to  160 

"  160  to  220 

"  220  to  300 

"  300to  400 

"  400to  500 


^ 


UANTITY 
Of  Bb^itds'  LiQtno  want«d.l 


Eveiy  10  to  14  days. 
4  to   6  Quarts, 
6to   9      " 
7  to  10      " 
10  to  14      " 

12  to  17      - 

13  to  19  " 
15  to  21  " 
18  to  26  " 
20  to  29  " 
22  to  31  " 
24  to  36      " 


Kallroad  Lettlngr. 

PROPOSALS  will  be  received  at  our  office  in 
Cincinnati,  until  Wednesday,  the  8th  day  of 
June  next,  for  the  clearing,  grubbing,  grading  and 
masonry,  of  the  line  of  railroad  from  Cincinnati  to 
Cambridge  city,  Ind.,  about  60  miles. 

Plan  and  profile  of  the  road  will  be  ready  for 
examination  ten  days  before  the  letting. 

This  road  passing  through  a  dry  and  healthy 
country,  where  supplies  are  abundant,  offers  great 
inducements  to  Contractors.  There  will  probably 
be  one  short  tunnel,  and  the  grading  and  masonry 
will  be  heavy.  The  work  to  be  commenced  imme- 
diately afler  the  letting,  and  will  be  paid  for  by 
monthly  estimates. 

Offers  for  part  pay  in  stock  of  the  road  will  be 
favorably  considered.        A.  DE  GRAFF  &  CO. 


LAHAYE'S 

Patent  Self-acting  Brake. 

THE  attention  of  Railroad  Companies  is  respectfully  called  to 
this  improvement,  used  exclusively  on  all  Passenger  Cars 
upon  the  Philadelphia  and  Reading  Railroad,  and  now  being  at* 
tached  to  those  building  for  the  Camden  and  Atlantic  Railroad, 
and  several  other  Road.<:. 

Labaye's  Self-acting  Brake  can  be  attached  to  any  Car  with- 
out interfering  with  the  ordinary  Hand  Brake,  is  simple  in  its 
construction,  and  reliable  in  its  actioa 

By  trials  made  witli  this  Brake,  Passenger  Trains,  at  a  speed 
of  30  miles  per  hour,  have  been  btbuc^t  to  rest  witkio  a  distance 
of  260  feet 
For  Right  to  use,  or  any  other  inlbnnation,  apply  to 

0.  A.  NORRIS, 
American  Railway  Ageocy,  12  Parquhar  Biiilrtingn, 
May  20, 1853.  Philadelphia. 

Wrought  iron  Wheels ! 

THE  SUBSCRIBER,  Sole  Agent  in  the  United 
Stales  for  the  Union  Foundry  in  England,  is 
prepared  to  take  orders  for,  andco  tarnish  promptly 
Wrought  Iron  Wheels  at  a  low  cost,  of  a  superior 
quality,  for  Railway  Cars.  These  wheels  are  ex- 
tensively used  in  England,  and  are  already  in  use 
on  several  important  railroads  in  America.  Sam- 
ples of  them  can  be  seen  at  S4  Broadway,  New 
York,  and  9  Liberty  Square,  Boston. 
4tlS  WM.  BAILEY  I«ANa. 


If  Brand's  Liquid  is  regularly  used,  the  incrusted  Boilers  are 
within  three  to  five  months  clean  ;  and  to  prevent  any  further 
incrustation  in  such  or  new  Boilers,  the  use  of  Brand's  Li<|uid 
must  not  be  interrupted,  but  about  two-thirds  of  the  stated  (|iiai>- 
tities  in  the  table  given  to  the  water  in  the  Boilers. 

The  Boilers  of  Locomotives  rei^uire  ever>'  two  days,  in  pro- 
portion to  their  power  and  time  of  service,  only  two  and  a-balfto 
four  quarts  of  Brand's  Liquid,  which  every  second  day  is  poured 
into  Uie  water  in  the  Tender. 

As  often  as  the  water  in  the  water-gauge,  ou  Stationary,  Ship 
or  Locomotive  Boilers,  becomes  of  a  muddy  appearance,  the 
Boiler  must  be  blown  out  and  cleansed  from  the  stones  and  dirt 
which  have  settled  to  tlie  bottom  of  tlie  Boiler. 

The  incrustation  which  in  this  manner  is  removed  is  soft,  or  in 
pieces,  which  are  commonly  of  a  crumbling  and  brilliant  texture 
and  have  a  brown  color. 

In  some  parts  of  the  country,  and  in  Marine  Boilo-s,  tlie  incrus- 
tation  is  often  very  hard,  and  to  remove  this,  the  larger  quantities 
in  the  given  table  are  rojuired.  Tlie  pieces  of  this  incrustation 
which  are  removed  by  the  use  of  Brand's  Liquid  have  Vxt  their 
glassy  texture,  and  though  they  coounoaly  retain  some  hard- 
ness, they  have  a  brown  color,  and  a  corrosive  and  decayed  ap- 
pearance. 

To  remove  the  incrustation  of  Marine  Boilers,  larger  quantities 
of  Brand's  Liquid  are  required,  in  prt^iortion  as  by  the  removal 
of  the  brine  a  quantity  of  the  feed-water  is  blown  out.  By  any 
simple  contrivance  Brand's  Liquid  must  be  brought  into  tlie  boil- 
er in  small  portions,  or  raised  with  the  feed  water. 

Brand's  Liquid  is  not  injurious  to  the  Boiler  if  it  is  used  in  large 
quantities,  even  if  the  Boiler  is  entirely  tilled  with  it  and  heated, 
but,  in  general  the  quantity  a.s  is  stated  in  the  table  must  not  be 
Ciceedwl,  because  in  connection  with  larjjrc  quantities  of  incrus- 
tatiOD  the  Liquid  generates  much  priming  and  motion  of  the  wa- 
ter which  might  prove  iqjurious  to  the  anntuced  luucliinery,  espe- 
ciuly  in  Ship  Boilers  and  Locomotives  which  buTC  oo  large  steam- 
cbeeta 

The  above  table  is  made  by  practical  experience,  so  that  only 
a  gentle  working  of  Brand's  Liquid  is  allowed,  entirely  free  from 
any  danger,  for  the  Boiler  once  properly  cleaned,  the  proprietor 
will  by  experim^ts  easily  ascertain  the  minimum  quantity  of  Li- 
quid diat  is  required  lor  the  Boiler. 

l.ITHO«RAFHT. 

PUBLISHXRS,  Civil  Engioeera,  M.»i.«n^ti.  aal 
quiring  Lithographs,  plain  or  in  colon,  can  4«pi 
high  Oniab  of  their  design*,  along  with  promptaaaa  sad  < 

DATID  OHILLAB,' 
M  South  Srd  Street 
Hay  1*^  1863.  PhilsdelpUa. 

Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTINQ 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  ju-e  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectftilly  solicit  from  RAILROAD  COM 
PANIES,  orders  for  the  Printino  of  Exhibits, 
Time-tables,  Circulars,  THckets,  <f»c.,  4-c. 

J.  H.  SCUULTZ  &  CO. 

Kao  York  J^  9,  18W. 


I  Per  year— B*rel  of  40  galk. 
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i  ShouW  it  be  required  tb  clean  oM  iucrustod  Boilers  by  the  use 
<<■  Brand's  Liquid  in  a  fe^  days,  then  it  is  only  oecesaarj-to  poor 
<ne-half  to  three-fourtlis  efa  hogshead  at  ooce  toto  the  wmterto 
the  boiler,  and  heat  it  tr(>in  ^six  to  eight  da\^  gauiy  to  boOiig 
jlieat,  for  wliich  oi^'ratioii  the  Boiler  must  be  put  out  of  aervice 
In  Locomotives  where  the  stcani-cbests  are  small.  Brand's 
I  Liquid  must  be  used  ofteber  in  small  qiiantiOe*  w  before  ateMd. 
J  A  Locomotive  out  of  sertice  muv  be  cleaned  within  «  or  •  tea 
by  the  use  of  a  large  quwjUty  of  Bnind s  Liquid,  (aae4bw5to 
ooe-half  a  hogshead.  ^^  ".viwwwi^b  i» 

It  would  be  needless  td  enter  into  a  k»g  diacuBaiaa  on  the  ad- 
[vantages  in  using  Brand"d  Liquid  for  cleaning  steam  geoeraton, 
jl>euig  fUUy  aware  that  it  flestinM  for  the  use  of  Uie  most  inteui- 
|gant  part  of  the  public,  atid  it  may  therefore  isutwe  to  meotiflB 
Its  advantages  in  a  few  wt)rda,  as  foUows 

1.  Less  repair  of  Boiler. 

2.  Increased  ge iieratiod  of  steam,  or  saving  ofVaA 

3.  The  expense  of  haiaoieriog  and  kraeeoiog  the  incrastatfcxi 
IS  saved. 

4.  Less  interruptioD  of  btumSes. 
6.  Ttie  Boilers  remain  tighter. 

6.  The  duration  of  the  feoUere  ia  increased,  esKeciaUv  of  toco- 
moUves  and  Tube-BoUers  In  general     ^^ 

7.  Three-quarters  of  the  causes  of  Boiler-ezslaeiana  are  re 
moved. 


Price  per  barrel  $^. 

The  pateutoeit  are  ao  tsoofideot  of  the  merits  of  thM  ioveo- 
tion,  that  they  oflfer  one  barrel  gratit  to  parties  willing  to 
make  a  trial,  to  be  paid  f^r  only  in  caae  of  auceeea  and  of  fu- 
ture orders. 

Brand's  Liquid  is  used  i^th  t)ie  best  ^fect  by  the  CiDcioDati 
Water  Works,  and  many  6ther  esUbfisbmenU  in  the  West. 
Addresa  BRAND,  BR0THXR8, 

toiedo,  Ohio. 
Sole  Patcnteeb  both  id  Euroipe  and  the  United  States 

P.  PCTAIS, 
43  New  Street,  New  Totk. 


Or, 

May  28,  1853. 


I  To  Railroad  Co^s,  L<€»eomotlire 
Builders  and  Kng^lneers. 

THE  imderaigned  having  taken  the  Agtncy  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  bv  those  interested.  They  hsTebeen  exten- 
I  lively  used  on  RailroAda,  Steamers  and  Stationary 
Boilers,  where,  from  their  accuracy,  siinpUcity.  and 
aoD-liaoiUty  to  deranflemest,  they  have  given  pertect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
toly  reliabU  Gauge  yel  introduced. 

CHAS.  W,  COPELAND, 
CoBMultlBg  Engineer,  64  Broadwair. 


Rallitoad  iron.  1 

THE  undersigned,  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Radls,  of  the 

usual  pattern  and  weights,  to  be  delivered  on  board 

ship  in  Wales. 
He  will  also  receive  and  forward  orders  for  tho 

purchase  of  Raikoad  Iron  and  Metals  generally, 

through  the  medium  Of  his  friends  in  London. 
I,  For  teitxus,  fipty  to 

I!  JOHN  H.  HICKS, 

April  1, 1853.  j  90B«*T«rft, 


-j^r . .  .-A^.'.v. 


M& 


V'  '-T    '^F**^"'^ 


.-*'P!;.5.wr?;j,i.«»'»H.,.y«u»l^ 


AMXlRtGJIiltf^   RAll^ROAD    ttaiTRKAii. 


AN  ACT  FURTHER  TO  AMEND  THE  CHAR- 
TER OF   THE  CIlT  OF  NEW   YORK.— 

Passed  AprU  12,  1863. 

The  people  of  the  state  of  New  York,  represent- 
ed ia  Senate  and  Assembly  do  enact  as  follows  . 

Sec.  1  The  legislative  powers  of  the  corporation 
of  the  city  of  New  York,  shall  be  vested  in  aboard 
of  Aldermen  and  a  board  of  Councilmen,  who,  to- 
gether, shall  form  the  Common  Council  of  the 
City. 

The  Board  of  Aldermen  shall  consist  of  one  Al- 
derman from  each  ward,  who  shall  be  elected  by 
the  people  of  the  respective  wards  for  two  years, 
The  board  of  Councilmen  shall  consist  of  60  mem- 
bers, to  be  elected  from  as  many  districts,  who 
shall  be  sworn  into  office  on  the  first  Monday  in 
January  next,  succeeding  their  election,  aud  shall 
hold  their  oflSces  for  one  year,  and  shall  receive 
the  same  compensation  as  the  Aldermen. 

Sec.  2  The  members  of  the  board  of  Aldetmen 
first  elected  under  this  act  shall  be  classified  as 
follows: — On  or  before  the  first  Tuesday  in  Dec. 
Bucceedmg  the  next  general  election,  the  Clerk  of 
the  city  aud  county  of  New  York  shall, in  the  pre- 
sence of  the  Mayor,  Recorder,  and  Comptroller,  or 
a  majority  thereof,  draw  from  a  box  to  be  provid- 
ed for  the  purpose,  in  which  two  ballots  shall  have 
been  deposited,  having  thereon  respectively,  eitlier 
the  word  'odd"  or  the  word  "even"  one  ballot ;  il' 
the  ballot  so  drawn  shall  have  thereon  the  word 
"odd"  then  the  term  of  office  of  the  Aldermen 
chosen  from  wards  having  an  odd  numerical  de- 
signation, shall  expire  on  the  first  Monday  of  Jan- 
uary, one  thousand  eight  hundred  and  fifty-five 
and  in  case  of  the  ballot  having^4.hereon  the  word 
"even"  shall  be  drawn,  then  the  term  of  office  of 
the  Aldermen  having  an  even  numerical  designa- 
tion shall  expire  on  the  first  Monday  of  January, 
one  thousand  eight  hundred  and  fifty-six.  At  all 
subsequent  elections,  Aldermen  shall  be  elected 
for  the  full  term  of  2  years. 

Sec.  3.  For  the  election  of  Councilmen  the  city 
shall  be  divided  into  sixty  districts  of  contiguous 
territory,  aud  as  near  as  may  be  of  equal  population, 
each  of  which  shall  choose  one  Uouncilman.  The 
Common  Council  shall  also  divide  the  city  into 
such  districts  on  or  before  the  first  Monday  in 
September  next,  and  thereafter,  within  one  year 
after  the  state  and  national  census  shall  have  been 
compiled,  the  Common  Council  shall  in  like  man- 
ner pe-district  said  city. 

Sec.  4.  Every  act,  resolution  or  ordinance  ap- 
propriating money  or  involving  the  expenditure  of 
money  not  rendered  imperative  under  provisions 
of  any  State  law,  shall  originate  in  the  board  of 
Councilmen,  but  the  board  of  Aldermen  may  pro- 
pose or  concur  with  amendments  as  in  other  cases. 

Sec.  6.  A  vote  of  two-thirds  of  all  the  members 
elected  to  each  board  shall  be  necessary  to  pass 
an  act,  ordinance  or  resolution  of  the  Common 
Council,  which  shall  have  been  returned  by  the 
Mayor  with  his  objections. 

Sec.  6.  No  Alderman  shall  hereaft«r  act  or  sit 
as  Jwige  in  the  Court  of  Oyer  and  Terminer,  or  in 
the  courts  of  general  or  special  Sessionsin  the  city 
and  county  of  New  York ;  but  this  section  shall 
not  prevent  his  exercising  the  power  of  a  magis- 
trate on  the  arrest,  commitment  or  bailing  of  of- 
fenders, except  that  he  cannot  let  to  bail  or  dis- 
chai^  a  person  arrested  or  committed  by  another 
magistrate. 

Sec.  7.  AH  ferries,  docks,  piers  aud  sups  shall 
be  leased,  and  all  leases  and  sales  of  public  prop- 
erty and  franchises  (other  than  grants  of  laud  un- 
der water,  to  which  the  owner  of  the  upland  shall 
have  a  pre-emption  right)  shall  be  made  by  pub- 
lic auction,  and  to  the  highest  bidder,  who  will 
give  adequate  security,  (no  lease  shall  be  hereaf- 
ter given,  except  as  the  same  may  be  required  by 
covenant  of  the  corporation  already  existing,)  shall 
be  for  a  longer  period  than  ten  years,  and  all  fer- 
ry leases  shall  be  revocable  by  the  Osmmon 
Council  for  mismans^ement  or  neglect  to  provide 
adequate  accommodation.  Any  person  requiring 
any  ferry  lease  or  franchise  under  the  provisions  of 
this  act,  shall  be  requfa^d  to  purchase  at  a  fair  ap- 
praised raiuation,  the  boats,  buUdiogJi  and  other 


property  of  the  former  lessees  actually  necessary 
fbr  the  purposes  of  such  ferry.  Previous  notice  of 
all  sales  re&rred  to  in  thds  section  shall  be  given 
under  the  direction  of  the  Comptroller  for  thirty 
diQ?8,  in  the  newspapers  employed  by  the  Corpo- 
ration. 

Sec.  8.  No  bids  shall  be  accepted  fVom,  or  con- 
tract awarded  to,  any  person  who  is  in  arrears  to 
the  corporation  upon  debt  or  contract,  or  who  is  a 
defaulter,  as  security  or  otherwise,  upon  any  obli- 
gation to  the  corporation. 

Sec.  9.  No  money  shall  be  expended  by  the  Cor- 
poration for  any  celebration,  procession  or  enter- 
tainment of  any  kind  or  on  any  occasion,  except 
for  the  celebration  of  the  Anniversary  of  the  Na- 
tional Independence,  the  25th  of  November,  (Ev- 
acuation Day,)  and  the  anniversary  of  the  Birth- 
day of  Washington,  unless  by  the  vote  of  three- 
fourths  of  all  the  members  elected  in  each  Board 
of  the  Common  Council. 

Sec.  10.  No  additional  allowance  beyond  the 
legal  claim  under  any  contract  with  the  corpora- 
tion, or  for  any  service  on  its  account  or  to  its  em- 
ployment, shall  be  allowed. 

Sec.  11.  The  officers  of  the  police  and  police- 
men shall  hereafter  be  appointed  by  a  Board  of 
commissioners,  consisting  of  the  Mayor,  Recorder, 
and  city  Judge. 

Sec.  12.  All  work  to  be  done,  and  all  supplies 
to  be  furnished  for  the  corporation,  involving  an 
expenditure  of  two  hundred  and  fifty  dollars,  shall 
be  by  contract,  founied  on  sealed  bids  or  on  pro- 
posals made  in  compliance  with  the  public  notice 
for  the  full  period  of  ten  days ;  and  all  such  con- 
tracts, when  given,  shall  be  given  to  the  lowest 
bidder  with  adequate  security.  All  such  bids  or 
proposals  shall  be  opened  by  the  heads  of  depart- 
ments advertising  for  them  in  the  presence  of  the 
Comptroller,  and  such  of  the  parties  making  them 
as  desire  to  be  present. 

Sec.  13.  There  shall  be  a  bureau  in  the  Depart- 
ment of  Finance,  to  be  called  the  "Auditing  Bu- 
reau," and  the  chief  officer  thereof  shall  be  "Audi- 
tor of  Accounts."  It  shall  revise,  audit  and  settle 
all  accounts  on  which  the  city  is  concerned  as  debt- 
or or  creditor ;  it  shall  keep  an  account  of  each 
claim  for  or  against  the  Corporation,  aud  of  the  sum 
allowed  upon  each,  and  ceitify  the  same,  with  rea- 
sons therefor,  to  the  Comptroller.  The  Comptrol- 
ler shall  report  to  the  Common  Council  once  in  90 
days,  the  name  aud  decision  of  the  Auditor  upon 
the  same,  together  with  the  final  decision  of  the 
Comptroller  thereon.  All  moneys  drawn  from  the 
city  treasury  shall  be  upon  vouchers  for  the  ex- 
penditure thereof,  examined  and  allowed  by 
the  Auditor  and  approved  by  the  Comptroller, 

Sec.  14.  Every  person  who  shall  promise,  or  ofl"- 
er,  or  give,  or  cause,  or  aid,  or  abet  in  causing  to 
be  promised,  offered  or  given,  or  furnish,  or  agree 
to  furnish,  in  whole  or  in  part,  to  be  promised,  of- 
fered, or  given  to  any  member  of  the  Common 
Council,  of  to  any  officer  of  the  corporation  after 
his  election  as  such  member,  or  before  or  after  he 
shall  have  qualified  and  tMk«n  his  seat,  »ay  moo- 
ey,  goods,  right  or  action,  or  other  property,  or 
any  thing  of  value,  or  any  pecuniary  advantages, 
present  or  prospective,  with  intent  to  influence  his 
vote,  opinion,  judgment,  or  action,  on  any  question, 
matter,  cause,  or  proceeding,  which  may  be  then 
pending,  or  may  by  law  be  brought  before  him  in 
his  official  capacity,  shall,  upon  conviction,  be  im- 
prisoned in  a  State  prison  for  a  term  not  exceed- 
ing ten  yean,  or  shall  be  fined  not  exceeding  five 
thousand  dollars,  or  both,  at  the  discretion  of  the 
court.  Every  officer  in  this  section  enumerated, 
who  shall  accept  any  such  gift,  or  any  promiae  or 
understanding,  to  make  the  same  under  any  agree- 
ment or  understanding,  that  his  vote,  opinion, 
judgment,  or  action,  shall  be  influenced  thereby, 
or  shall  be  given  ia  any  particular  manner,  or  up- 
on any  particular  side  of  any  question,  matter, 
cauee,  or  proceeding,  then  pending,  or  which  may 
by  law  be  brought  before  him  in  his  official  ea()a- 
city,  shall,  under  conviction,  be  disqualified  ftom 
holding  any  public  office,  trust,  or  appointment, 
under  the  Charter  of  the  city  of  New  York,  and 
shall  forfeit  his  office,  and  shall  punished  by  im- 


prisonment in  a  State  jx-ison  not  exceeding  ten 
years,  or  by  a  fine  not  exceeding  five  thousand 
dollars,  or  both,  in  the  discretion  of  the  court. — 
Every  person  offending  against  either  of  the  pro- 
visions of  this  section,  shall  be  a  competent  wit- 
ness against  any  other  person  ofifending  in  the  same 
transaction,  and  may  be  compelled  to  appear  and 
give  evidence  before  any  Qrand  Jurv,  or  in  any 
court,  in  the  same  manner  as  other  persons,  but 
the  testimony  so  given  shall  not  be  used  in  any 
prosecution  or  proceeding,  civil  w  criminal,  against 
the  peraon  so  testifying. 

Sec.  16.  No  contract  by  the  Supervisors  shall 
be  valid,  unless  expressly  authorised  by  statute, 
and  such  as  are  authorised  must  be  made  in  the 
manner  provided  in  the  twelfth  section  of  this 
act. 

Sec.  16.  All  ordinary  appropriations  made  for 
the  support  and  government  of  the  Alms  House 
Department,  ahaii,  before  the  same  are  finally 
made,  be  submitted  to  the  Governors  of  the  Alms 
House,  to  a  Board  of  Commissioners,  consisting  of 
the  M^^or,  Recorder,  Comptroller,  the  President 
of  the  Board  of  Aldermen,  and  the  President  of 
the  Board  of  Councilmen.  If  the  said  commission- 
ers approve  of  the  appropriations,  they  shall  im- 
mediately report  the  same  to  the  Board  of  Super- 
visors ;  if  they  shall  disapprove  of  the  same,  they 
shall  return  them  with  their  objections  to  the  Gov- 
ernors of  the  Alms  House  for  consideration  ;  and 
in  case  the  said  Governors  shall,  upon  a  consider- 
ation, adhere  by  a  vote  of  two-thirds  of  all  the 
Governors  then  in  office  to  the  original  appropria- 
tiona,  they  shall  return  them  to  the  Commission- 
ers, whose  duty  it  shall  be  to  report  to  the  Board 
of  Supervisors. 

Sec.  17.  The  Board  of  Education  shall  also  sub- 
mit, in  like  manner,  all  appropriations  required  by 
them  to  the  Commissioners  named  in  the  last  pre- 
ceding section ;  and  said  appropriations  shall  be 
subject  to  all  the  provisions  of  said  section,  so  far 
as  the  same  may  be  applicable. 

Sec.  18.  All  such  parts  of  the  Charter  of  the  Ci- 
ty of  New  York,  and  the  several  acts  of  the  Legis- 
lature amending  the  same,  or  in  any  manner  af- 
fecting the  same,  as  are  inconsistent  with  this  act, 
are  hereby  repealed ;  but  so  much  and  such  parts 
thereof  as  are  not  inconsistent  with  the  provisions 
with  the  provisions  of  this  law,  shall  not  be  con- 
sidered as  repealed,  altered  or  modified  in  any 
form  affected  thereby,  but  shall  continue  and  re- 
main in  full  force  and  efiect. 

Sec.  19.  The  powers  now  vested  in  the  Mayor, 
Aldermen,  and  Assistant  Aldermen  in  granting 
and  revoking  tavern  licenses,  together  with  all 
other  powers  as  excise  commissioners,  shall  be 
henceforth  vested  in  the  Mayor,  with  the  Alder- 
men and  Councilmen  representing  the  district  in 
which  the  premises  of  the  party  licensed  or  to  be 
licensed  may  be  located. 

Sec.  20.  This  act  shall  be  submitted  for  the  ap- 
proval of  the  electors  of  the  city  and  county  of 
New  York,  at  an  election  to  be  held  in  said  city  on 
_the  Tuesday  next  succeeding  the  first  Monday  in 
June,  oae  thousand  eight  hundred  and  fifty-three. 
The  tickets  which  shall  be  polled  at  such  election 
shall  contain  either  the  wonis  "In  favor  ofamend- 
ments  to  charter,"  or  "against  amendments  to 
charter;"  and  if  a  majority  of  all  the  persons  vo- 
ting thereon  at  such  election  shall  vote  the  ticket 
"In  favor  of  amendments  to  charter,"  this  act 
shall  become  a  law  ;  if  a  minority  of  such  electors 
shall  vote  the  ticket  "against  the  amendments  to 
charter,"  this  act  shall  be  void. 

Sec.  21.  The  Common  Council  are  hereby  au- 
thorized and  directed  to  make  all  necessary  ar- 
rangements, by  ordinance  or  otherwise,  for  the 
conduct  and  regulation  of  all  elections  authorized 
under  the  provisions  o'  this  act,  imd  in  conformity, 
as  far  as  may  be,  to  the  general  election  laws. 
State  OF  New  York.  ) 
'    '  -  ■       '     '      Secretary's  Office.     J 

I  have  compared  the  preceding  with  the  origi- 
nal law  on  file  in  this  office,  and  do  hereby  certuy 
the  same  to  be  a  correct  transcript  therefrom,  and 
of  the  whole  of  said  original  law. 

Given  luderm;  iMod  mkI  Mai  of  offiee,  i^  t^ 
.-:/•, J. Y'uiAe    •  <-f.jt. 


l»'.'-W,W-'l"|J' 


MMBinOAK  RAflAOAir  sotmHAh. 
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city  of  Albany,  tbis  16th  day  jDf  April,   one  thou- 
sand eight  hundred  and  fifty- three.  -       - 
Archibald  Campbell, 

Deputy  Secretary  of  State. 
The  foregoing  act  was  directed  to  be  published, 
once  a  week,  in  all  the  Daily  and  Weekly  Newspa- 
pers of  the  city,  until  the  7th   day  of  June.      By 
order  of  the  Common  Council. 

D.  T.  Vaukmtine,  Clerk  C.  C. 
yew  York,  AprU  28,  1863. 


PACIFIC  RAILRCIAO  fiOAN. 
$4,000,060  L.oan 

ON  THE  .;-  - 

MORTGAGE  BONDS  Or  THE  PACIFIC 
RAILROAD  COMPANY  OF  MISSOURI. 

THIS  CoiBpaD3f  will  receive  proposals  until  the 
11th  of  July  next,  for  four  millions  of  dollars 
of  their  construction  bonds,  to  be  issued  in  sums 
of  one  thousand  dollars  each,  payable  at  the  city 
of  New  York  twenty  years  after  the  date  thereof, 
with  coupom  atuched  for  the  payment  of  interest 
at  the  same  )ilace  semi-annually,  on  the  fii-st.of 
January  and  first  <rf  July  in  each  year,  at  the  fate 
of  7  per  cent  per  annum. 

These  bonds  are  secured  by  a  first  and  only 
mortgage  on  the  Southwestern  Branch  railroad, 
300  miles  in  length,  and  ona  mllliou  of  acres  of 
land  on  the  line  of  that  brancli,  granted,  by  Con- 
gress to  aid  in  its  construction :  and  aho  hy  sec- 
ond mortgage  on  the  Pacific  railroad,  290  miles  in 
length.  About  130,000  acres  of  land,  not  includwd 
in  the  mortgage  are  set  apart  to  aid  in  meetings  in- 
terest. 

Forty  miles  of  the  Pacific  railroad,  from  St. 
Louis  westward,  is  about  completed,  and  85  miles 
further,  reaching  Jefferson  city,  the  capital  of  the 
state,  is  under  construction.  About  Sl,600,000 
has  already  been  expended  by  the  company  in  the 
completion  of  the  first  division,  and  in  the  con- 
struction of  ao  excellent  mtachine  and  car  shop, 
and  engine  house,  and  the  necessary  real  estate, 
and  the  surveys  required  to  prepare  the  whole  600 
miles  of  railway  for  contract. 

The  Pacific  railroad  line  extends  from  St.  Louis 
to  the  vicinity  of  Independence,  neai'  the  mouth  of 
the  Kanzas,  290  miles,  and  its  south  western  branch 
diverges  about  forty  miles  west  of  St.  Louis,  and 
runs  near  Springfield  to  the  southwestern  part  of 
the  state,  a  little  north  of  Ta-le-quah,  the  capital 
of  the  Cherokee  nation,  300  miles. 

The  charter  was  granted  with  the  view,  and  the 
right,  of  ultimate  extension  to  the  Pacific  Ocean, 
with  an  authorized  capital  often  millions,  and  pri- 
vilege of  increase  under  general  law. 

Capital  subscribed  in  Missouri  over  $2,000,000, 
of  which  about  40  per  cent,  is  paid  up.  State  loan 
to  the  company  authorized  $4,000,000,  of  which 
$700,000  has  been  issued  and  sold  at  a  premium. 
For  such  stock  now  issued,  the  state  holds  a  lien 
on  the  Pacific  railroad  only.  Laud  granted  by 
Congress,  now  the  property  of  the  company,  about 
1,260,000  acres. 

One  or  the  other  of  the  lines  of  this  company 
will  be  the  Central  National  line  of  railway  to  the 
Pacific  ocean.  Reeonnoisances  and  surveys 
of  the  United  States  government  will  connect  with 
both. 

The  whole  amount  of  bonds  which  can  be  issued 
under  the  mortgage  is  ten  millions  of  dollars.  The 
whole  of  these  bonds  are  convertible  into  land  of 
tEeCompafiy,  and  one-half  into  stock  of  theCoiA- 
pany,  within  a  limited  time,  at  the  option  of  the 
holder. 

The  Company  reserve  the  right  to  accept  pro- 
posals for  ak  or  Any  portion  of  the  amount. 

Ten  per  cent  of  the  amount  allotted  to  each 
subscriber  will  be  required  on  notice  of  the  ac- 
ceptance of  his  proposals,  and  the  balance  as  call- 
ed for  by  the  Directors,  not  exceeding  ten  per  ct. 
monthly.  Any  subscriber  may,  however,  at  his 
option,  pay  up  in  full,  and  receive  his  bonds  at 
any  time. 

Interest  will  in  all  cases  be  adjusted,  on  pay- 
ment of  the  final  instalments. 
Proposals  will  be  received^  at  the  office  of  Me«n 


RiGGs  &  Co.,  56  Wall  street,  N.  Y.,  inclosed,  seal- 
ed and  endorsed,  "Proposals  for  Loan  of  $4,000,- 
000  of  Pacific  Railroad  of  Missouri.'  Laws,  Re- 
ports, Documents  and  Map,  showing  the  condition, 
relations  and  prospects  of  the  work,  and  all  neces- 
sary information  relative  to  its  affairs,  &c,,  may 
be  obtained  after  the  1st  of  June  on  ai>plication  to 
Messrs-  Camann  &  Co.,  or  Riggs&  Co.,  at  66  Wall 
street,  or  the  subscriber,  personally,  or  by  letter. 
By  authority  of  the  J8oard  of  Directors, 

THOiiAS  ALLEN,  President. 
St.  Nicholas  Hold,  N.  Y.,  May  20,  1858. 


Pease  ^ J^urpby, 
FTTt.TON    tm^    WOlil^, 

■r^OOT  of  Cherry  St.,  BL  R.    Oflice,  27  CoHears. 
Jl  -  ci>rner  of  Cherry  n.    Manufacturers' of  Land 
ariti  Marine  Engines. 
N.  B.     Engines  and  Boilers  repaired.  6tf 


Fuiton  Car  Manufactory, 

CINCINNATI,  OHIO.  1 

GEORGE  KEOK  would  respertlully  call  the  tt- 
lention  of  R«»Iroad  Companiee  in  the  West  and 
South  to  hie  esublishment  aiCiDcinbati.  Hia  facil- 
ities for  manufacturing  are  extensive,  and  the  means 
of  transportation  to  dmerent  points  apeedy  and  econ- 
omical. He  ii  prepared  to  execute  to  order,  on  short 
not^e,  Eight-wheeled  Passenger  Car*  of  the  mostsu- 
EMttior  description.  Open  and  Coveted  Freight  Cars, 
Four  or  Eight-wheel  Crank  ana  Lever  Hand  Cars, 
'i  rocks.  Wheels  and  Axles,  and  Railnoad  W  ork  gen- 
erally. I 
Cincinnati,  Ohid,  February  9,  185% 


Notice. 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  imdersigned  for  a.  dissolu- 
tion of  his  partnership  with  ALPHOXSE  BRET1:, 
trading  under  the  firm  of  A.  BRETT  «fc  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Girard  building,  No.  50  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  its  ln»Qches,  in  a  superior 
manner.  Having  the  be^  ^tists  and  workmen 
employed,  he  can  freely  warrant  his  work  w  equal 
to  any  in  the  trade. 

Publishers,  civil  engineers,  machini^,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch 

DAVID  CHILLAS, 
Apl  Im  60  South  Third  street 


£tna 
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NEW  YOiteK 

Lnbricating  Oil  Mannfactonng  Co. 

12  BROADWAY, 

PROPRIKTORS  AND  MANUFACTtTRBKS  OV 

DE  VLANS  PA TENTLUBRICA  TING  OIL, 

rOB  ALL  KIKD8  OF  MAOHIVSBT  AVD   SAILaOASS. 

TnS  OIL  ■•  riow  extensively  used  on  the  principal  Railroadi 
in  Pennsylvania,  New  York  and  N.  S.  States.  It  runs  macbW 
Mnr  with  lew  fhctioo,  thereby  enabling  the  cooiumer  to  •ccom- 
pDu  mora  with  the  same  motiTa  power,  and  save  their  machine 
rjr  ftom  unneceacary  ware.  It  is  entirely  fl-ee  (h>m  Gum,  and 
wO  eleanae  and  destroy  all  old  Ouin  that  has  accumulated  npoo 
SUas  and  Joomala,  by  tbe  use  of  bad  oa  It  wiO  wear  loi^ 
tkaa  SpciiB,  and  Is  Ihxn  thirty  to  fiifty  oents  a  gaBoo  ebeaper, 
wUefa  aaakas  a  great  saving  to  tbs 


Trantwine  on  R.  R.  Cnrres. 

By  John  C.  Trautwinb,  Civil  Engineer, 
Pkiladelpkia,  Pa. 

JUST  published,  accompanied  by  a  Table  of  Nat- 
ural Sines  and  Tangents  to  single  minutes,  by 
means  of  which  all  the  necessary  calculations  may 
be  performed  in  the  field. 

This  little  volume  is  intended  as  a  field-book  foi 
assistants ;  and  will  be  found  extremely  useful,  as 
it  contains  full  instructions,  (with  wood  cuts)  for 
.aying  out,  and  adjusting  curves;  with  Tables  ol 
Angles,  Ordinates,  etc.,  (or  Curves  varying  from  13 
miles,  down  to  146  feet  Radius. 

A  portable  Table  of  Natural  Sines  and  Tangents 
to  sunotes,  has  for  a  long  time  been  a  desideratam 
among  Engineers,  independently  of  its  use  in  lay- 
ing out  curves. 

The  volume  is  neatly  got  op  in  duodecimo;  an_ 
handsomelybound  in  pocket-book  form. 

Sold  by  Wm.  Hamilton,  Actuary  of  the  P^^llf. 
lin  Institute,  Philadelphia.     Price  $i. 

Also,  "  Traulwine's  Method  of  Calculating  J!x- 
cavatien  and  Emdmnkment." 

By  this  method,  which  is  entirely  new,  (being 
now  made  known  tor  the  first  time)  the  cubic  con- 
tents are  asceruined  with  great  ease,  %nd  rapidity, 
by  means  of  diagrams,  and  tables  of  level  cuttings. 
Thin  octavo;  neatly  half  bound,  $1.  For  sale  by 
Wm.  Hamilton. 

Jane  28,  1851. 
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Safety 

THIS  superior Btticle  for  ignitinf  the  cliugto in  wet 
or  dry  blaetingl  made  with  DUPUNTSbest  pow- 
der, is  kept  for  Mle«t  the  office  and  depot  oi 

,  REYNOIL.QS  &  BROTHCtt,      - 

I  J^SOi*  Minufacturers,jr^ 

N».  65  Lt^rty   St.        ,  ,-^ 
'  NEW  YORK.  .^   / 

&.nd  in  the  principal  cities  and  townflj  i'tnoTJ.  States. 
Or  The  Premium    of  the  AtUBOCI^  IIVSTI- 
ruTE  wp£  awarded  to  the  Etnar  S^tty  Fiue  at  the 
lat^Fair  heldi  n  thik  city. 

FTovAThftr   {     IS4J«.        ^         _        _..  It 

■J  i,.a4A  ■>    '        '*  '  "  '  ■ 

.^  Gerard  Rxistoa, 

21  TO^lETf  ftOVi'E.  YARD,  LONDON, 
orrEBS  his  bekvicks  fob  thb 

PURCHASE  AND  SALE  OF 

AMJBRICAM    SECURITIES, 

COLLECTION  OF  DiVlD4NDd. 

DEBTS,  LEGACIES,  EllC., 
And  for  the  Purchase  and  Inspection  of 

Railroad  Iron,  Chairs,  or 

any  kind  of  Machinery.  [ 


REFERENCES : 
Messrs  Fainter,  McKiilop,  Dent  A  do.,  London. 
"        George  PeaKdv  &  Co,  London. 
"       Ctina,  Bouve  &  Co,  Boston. 
Richard  Irvin,  Eejii.,  ISew  York.      1 

ilnhiB.  I 


Robert  Ralsuui,  Esq ,  Philadelphia 
C.  C.  JantieaOiL  Esq.,  Baliimora. 
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r  CAUTION.  J 

India-rubber  Car  Springes. 

AN  advertisement  having  lately  appeared  in  tbt 
pubhc  papers,  signed  H.  H.  Day,  claiming  to 
have  received  irom  the  American  Institute,  the  pre- 
mium for  ttie  best  India-rubber  Car  bpiing,  the  sub- 
iicribers  think  it  wfcll  for  the  satiaiaction  of  their 
iriends  and  those  interested,  as  well  asJor  the  pur 
pose  of  exposing  false  sutements,  to  publish  the  fol- 
lowing Diploma,  lately  a^^arded  to  F.  M.  RAY,  ths 
inventor  of  the  Spriikg.  The  original  oi  which  can 
be  seen  at  the  office  bf  the  company,  N*.  104  Broad- 
way, New  York. 

Diploma — Awarded  by  the  American  Institute  to 
F.  M.  RAY,  for  the  best  India  rubber  Car  Spring. 
A  Gold  Medal  having  been  belore  awarded. 

Signed.  JAMES  TALLMAOOB, 

,  Preai«ent. 

N.  Muss,  Recordlog  Scc'y.  1 

Adonibam  CHAirD|.BB,  Cof'g.  Sec**!.  In 
New   York,Ocu,  1B61.  I 

New  England  Car  Spring  Co.,  No.  ld4  Broadwav 
New  York.  1  7t£.  ' 


^ 


To  Cbntraetors^ 


SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  office  of  the  Lexington  and  Big 
Sandy  Railroad,  in  1ft.  Sterling,  Ky.,  until  Aug! 
10th,  at  stxn  down  for  the  graduation  «nd  masonry 
of  the  whole  of  said  Railroad,  a  distance  of  125 
mil^.  Bids  will  be  received  for  any  number  of 
sections,  the  compai^  reserving  the  ri^t  to  reject 
aU  propositions,  if  n<>ne  aie  satisfactory. 

Propositions  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  runs  through  some  of  the  finest  por- 
tions of  the  State,  the  facilities  for  the  suppliss  of 
every  kind  being  veiy  abimdant. 

Plans  and  specifications  may  be  seen  at  the 
office  after  July  IvL 

J.  B.  WEdTBROOK.  Chief  li^ineer. 

PortUnd,  April »,  1868.  ^^ 
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AMERICAN    RAILROAD    JOVRNAI.. 


CARH ART'S    IMPROVED    TURNTABLE. 


THIS  TURNTABLE,  toj^ether  with  an  Engine 
and  Tender  of  30  tons  weight,  t5  capable  of  be- 
ing turned  by  ONE  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  iu  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simp^ciiy  rendering  it  impossible  to  get  out  of  re- 
pair, iuJei»  k  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  rea(iy  for  use,  was  former- 
ly $1,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advaoce  on  the  above  men- 
tioned price.  Shonld  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars. 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  foar  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co.,  * '    * 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  E»q.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Elsq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Esq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  S,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  yiew  of  one  Main  Truss,  with 
the  mode  of  Bearing,  ioclading  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  ntit  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14,  1853. 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  tor  Railroad  Oars,  supphed 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Square,  Boston, and 24  Broadway, 
New  York. 


CAUTION. 

RAILROAD  Companiee,  and  the  public  generally 
are  hereby  cautioned  a^nst  purchaauig  Rich- 
tidaon's  PatentOil  Cape,  or  therigtit  to uae  tbeeame, 
•zeent  of  the  underaigned,  Proprietor  of  the  Patent, 
or  or  tome  one  acting  under  his  anthority.  Coramu- 
■icatiooa  addreased  to  him  at  Westmineter,  Vt.,  will 
/>e  DTMBptliMUteadad  to.  K.  DaWOLF,  Jr. 


To  Sng^ineers,  Areliitects  and 
Draug^btsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profeesione,  that  he  haa  con- 
nantly  on  hand  a  great  variety  of  Instruments  for 

—  J  AS.  PRENTICE, 

3 15  Broadway,  N.  Y. 


neld  and  Office  use 
Feb  9  1863. 


Oxford  Famaee,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufacture*  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  Elall- 
road  Wheels,  made  from  the  celebrated  Szford  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford  Furnace  P.  0.,  will  be  attended  t«  promptly. 
S«pt.  11,  MS.       If* 


IRON. 
;::      Pierson  &  Co.,  'T^    ':^ 
24  BROADWAY,  NEW  YOHK, 

KEEP  on  hand  a  large  and  general  aaaortment  oi 
ENGLISH  and  AMERICAN,  Refined,  BAB, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
mannfactnred  for  LOCOMOTI VE  and  CAR  BUlLD 
BRS,  and  RAILROAD  MACHINE  SHOPS :  also^ 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks.  Axlea,  Tirea  and  lire  Bars,  ol 
he  B.  a  LOWMOOR,  and  other  approved  make* 
irted  to  order  on  the  mmttKfoaim  trnv. 


mported  to  order  on 
flilnw7H  1W> 


^ '  ^  .1  i^kv*!'- 


-.^wr%j^-\r    .-- 


AMEBICM  RAILROAD  JOpNAL 
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PrOf  r«M  of  the  United  States  In  Material 
Greatncasa 

The  most  indifferent  observer  of  affairs  cannot 
fail  to  have  been  impressed  with  the  evidence  that 
is  on  all  sides  exhibited,  of  the  vastly  increased  re- 
lative importance  which  the  United  States  have  at- 
tained within  the  last  few  years,  in  the  community 
of  nations.  Inheriting  the  same  principles  of  civil 
liberty  and  the  same  love  of  conquest  and  of  gain 
as  our  Saxon  ancestors,  we  have  added  to  their 
stock  of  ideas  whatever  could  be  imported  from 
the  continent  of  Europe  and  the  East. 

Twenty  years  ago  the  cities  of  New  York  and 
Liverpool  were  as  much,  if  not  more  alike,  than 
any  two  commercial  towns  of  the  United  King- 
dom ;  and  they  were  nearly  eqyal  at  that  time  in 
population  and  in  business. 

Institute  a  comparison  between  these  two  cities 
for  a  period  of  twenty  years  prior  to  the  present 
time,  and  you  have  a  type,  or  measure  of  the  rela- 
tive progress  of  the  two  great  commercial  nations 
of  the  earth,  which  the  two  cities  above  named  so 
faithfully  represent ;  and  in  the  ftiture  of  these  two 
cities  we  may  mark  and  chronicle  the  subsequent 
history  of  the  United  States  and  the  British  Isles. 

Liverpool  is  introduced  in  this  comparison,  ra- 
ther Umo  liVQdQU,  the  great  uvtropolis  of  £arope, 


because  the  former  city  is  a  type  of  England  in 
modem  times,  the  mart  of  her  manufactures  the 
centre  of  her  foreign  commerce,  and  the  home  of 
the  freest  opinion  in  Europe  on  all  questions  of  pub- 
lic policy  and  of  national  concern. 

New  York,  in  fifty  years  after  the  adoption  of 
the  constitution  of  the  United  States,  reached  a 
growth  that  Liverpool  only  attained  afler  a  period 
of  more  than  a  century  of  similar  prosperity,  and 
yet  Liverpool  from  her  rapid  advancement  in  busi- 
ness, population  and  wealth  is  the  wonder  of  all 
Europe  or  the  pride  of  the  British  Isles. 

The  end  of  the  next  half  century  of  our  histoiy 
or  one  hundred  years  from  the  time  that  the  Uni- 
ted States  became  a  nation,  the  city  of  New  York 
will  rival  London  itself  in  population  and  business. 

We  entertain  no  vain  hopes  of  commercial  supe- 
riority, nor  do  we  believe  that  for  many  years  to 
come,  any  country  will  rival  England  in  realized 
capital,  or  any  city  in  the  world  equal  in  wealth 
the  city  of  London;  but  as  far  as  the  possession  of 
objects  of  desire  to  thecommon  mind  is  concerned, 
the  elegance  of  its  private  residences,  the  magnifi- 
cence of  its  public  edifices  and  its  business  struc- 
tures and  the  display  of  the  flags  of  other  nations 
in  its  harbor,  one  may  confidently  assert  that  New 
York  within  thirty  years  from  thts  time  wiJ  have 
no  superior  or  rival. 
What  is  thus  briefly  predicated  of  New  York  may 
with  equal  if  not  greater  truth  be  inferred  for  the 
whole  country.  We  have  a  territory  equalliog  in 
size  the  continent  of  Europe,  with  every  elemtnt  of 
property,  of  social  and  commercial  progress.  We 
are  advancing  in  a  knowledge  of  the  arts  of  life 
beyond  what  is  known  to  any  oth^r  people.  The 
mechanical  and  inventive  skill  of  our  own  popu- 
lation is  aided  by  the  introduction  into  our  midst 
of  the  ideas  of  all  other  nations,  and  the  avenue  to 
wealth  and  to  the  highest  social  position  in  New 
York,  is  as  easy  as  the  way  to  market. 

The  railway  is  the  great  agency  that  lies  at  the 
production  of  all  this  progress ;  it  is  the  railway 
that  is  working  out  these  changes.  Every  consid- 
erable seaport  upon  the  Atlantic  coast  has  its  lines 
of  railway  already  built  or  projected,  reaching 
backward  into  the  interior,  penetrating  in  every  di- 
rection, the  great  Basin  of  the  St.  Lawrence  on 
the  north,  and  the  still  greater  Basin  of  the  Mis- 
^ijiK>ippi  eu  the  west, 


human  sustenance,  the  granary  of  thefearth.  These 
leading  lines  which  follpw  in  their  gtneral  course 
of  the  parallels  <^  latitude,  crossed  by  other 
lines  of  railway  ru4ning  north  and  south  from  the 
St.  Lawrence  to  th4  Gulf  of  Mexico,  between  the 
Atlantic  coast  and  the  Mississippi,  Other  lines, 
extending  from  the!  cities  of  the  seaboard  to  those 
ot'  the  interior,  ^ross  diagonally  the  various 
squares  into  which  |the  country  is  marked  by  the 
railway  following  tlje  pateallels  of  latitude  and  long- 
titude ;— and  if  we  can  «peak  with  oonfidence  of 
any  thing  in  the  f  iture,  it  is  the  cfrtiunty  that 
raikoads  are  to  extend  on  this  continent  to  every 
community  where  human  habitations  are  to  be 
found. 

The  earliest  lines  which  radiated  ftv>m  a  few  of 
our  leading  cities  al  the  .outset  of  our  railway  sys- 
tem, have  been  grai^ually  extended  till  these  lines 
have  met  and  becoiie  connected.  Tie  compara- 
tive value  that  the  ^oads  thus  conneated  bear  to 
the  whole  system  i^  much  like  the  relation  that 
the  materials  that  4ake  up  the  framework  of  the 
Crystal  Palace  bej|r  to  that  edifice  before  their 
adaptation  to  eachjother,  and  after  its  final  com- 
pletion. \ 
ofth^ 


joy  a  measure  of  sm 
thatofN.  Y.  holdi 
cannot  now  receive 
this  city  which  shal 
to  the  same  gener 


Other  cities 


continent  are  deltined  to  en- 


,  and  if  not  ftlly  equal  to 
a  relative  posititBi.  But  we 
ny  check  to  the  progress  of 
not  affect  the  wkole  country 
extent.  Every  aile  of  rail- 
road,— every  foot  o^  canal  na\igation,^^very  line 
of  steamboats  adds  Something  directly  or  indirect- 
ly to  the  business  and  the  commerce  of  New  York. 
The  growth  of  N*w  York  in  the  saKte  measui« 
adds  to  the  value  of  all  the  products  of  the  coun- 
try. Villages,  town^  and  cities  are  Ipringing  up 
along  the  line  of  ekrery  leading  railtload  in  the 
Union,  whose  business  men  are  interested  if  not  di- 
rectly connected  willi  the  trade  of  New  York.  And 
within  striking  disUtnce  of  each  business  locality, 
the  value  of  each  ann,  of  each  water  fall  and  of 
every  forest,  also  is  doubled  if  not  qu*drupled  in 
value. 

As  wealth  increases,  every  locality  shows  the 
common  desire  for  iihproved  means  of  eommunica- 
tion,  and  thus  fromt^e  heart  of  the  country  to  its 


farthest  extremity,  a  common  impulse  is  given  to 
the  gT«»t  »tgr«-Uous«  oflUi«eiM;rgies  aQ4lth«|productiY«pow«x»oftherac«. 
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Foreign  improTements  and  processes  in  agricul- 
ture and  in  art  are  as  readily  naturalized  as  is  the 
adopted  citizen,  and  a  progress  in  national  great- 
ness is  thus  ioduced  which  has  seen  no  parallel  in 
the  histwy  of  mankind. 

Bngtand,  and  the  British  isles  generally,  are  sup- 
plied with  their  leading  trunk  lines.  The  capital 
already  invested  in  railways  in  the  United  King- 
dom exceeds  twelve  hundred  millions  of  dollars. 
This  vast  expenditure  has  Wen  made  almost  en- 
tirely within  the  last  26  years,  and  about  tew  hun- 
dred millions  of  this  sum  within  the  last  9  years. 


railwajB  in  th«  United  Stabf »  an  amovnt  eqiuil  (a 
At  the  end  of  the  year  1844  the  expendif^r*!*  f^rj^y^   ^^^  inv^rftefl  at  tliis  tfpon  raflways  fc  the 


railways  in   the    British   Isles  had  reached  about 


60.000,000/.  sterliDg.or  about  S300,000.000  only  ,,iey_.    Tm8-«rotfd  give  an  aggregate  expenditure 


I860 23,000,000 

1851 23,690,000 

1862 24,400,700 

1863 2W4e,721 

1864 2lC8»,702 

1865 ...4..^..2e,9$B,303 

1866. 2J,4«,202 

1867 28,277,048 

1868 29,125,411 

1869 29,999,173 

1860 30,899,04» 

It  will  not  be  regarded   as  extravagant  to  as- 
sume that  in  1860  we  shall  have  expended  upon 


British  Kingdon  to  each  inhabitant  of  the  British 


in  all.  I 

The  prodigious  outlays  which  the  schemes  of  '44 
&.  '45  required,  produced  a  reaction  in  public  sen- 
sentiment,  that  has  not  yet  lost  its  influence  upon 
the  public  mind  of  England,  and  the  new  expendi- 
ture of  capital  for  railway  oljects  in  England  do 
not  at  the  present  time  exce«d  £10,000,000  .ster- 
ling per  annum. 

Her  immense  realized  surplus  capital,  supposed 
to  be  equal  to  X100,000,000  sterling  per  annum, 
seeks  investment  abroad.  Her  population  follow 
the  track  of  this  capital,  to  France,  Spain,  Pied- 
mont and  elsewhere  on  the  continent  of  Europe  to 
the  British  American  Provinces  and  the  U.  States. 
Every  day  attracts  more  and  more  of  this  capital 
and  this  population  to  this  continent,  and  especial- 
ly to  this  countiy. 

No  agency  has  yet  been  devised  that  bears  any 
comparison  with  the  railway,  for  its  ability  to  ad- 
vance the  material  interests  of  the  community  en- 
gaged in  building  them,  and  the  period  in  which 
railways  are  in  process  of  construction  is  always 
marked  by  a  brisk  circulation  of  money,  and  a 
rapid  increase  of  its  population.  Cheap  food  and 
cheaply  built  railways  are  the  great  material  facts 
in  our  present  condition.  Our  own  people  can  ex- 
pend in  the  United  States  in  the  construction  of 
railways  the  amount  of  money  to  each  person, 
equal  to  what  has  been  done  in  England,  with  far 
greater  ;»8surance  of  a  fair  return  for  the  capital 
employed.  The  British  Isles  with  about  110,000 
square  miles  of  territory,  and  twenty-seven  and  a 
half  millions  of  people,  has  about  7,000  miles  of 
railway  in  operation,  involving  an  expenditure 
equal  to  $436  to  each  person  within  the  United 
Kingdom.  The  United  States  with  an  extent  of 
territory  equal  to  3,200,000  square  miles,  has  1,- 
066,168  square  miles,  without  Texas  or  California, 
in  which  railways  are  now  in  progress,  containing 
in  1860  more  than  23,000,000  of  people.  AUow 
iug  us  to  expend  at  the  same  rate  per  person  as  in 
England,  we  shall  then  have  more  than  ten  hun- 
dred millions  of  dollars,  or  twice  the  amoimt  of  all 
our  present  investments  in  railways. 

The  ease  and  cheapness  with  which  substantial- 
ly built  roads  are  constructed  in  this  country  will 
lead  to  their  extension  in  the  United  States  beyond 
beyond  our  present  means  of  coiyecture. 

Besides  this,  our  population  is  increasing  at  the 
rate  of  3  per  cent  per  annum  upon  the  whole  num- 
ber of  persons  and  will  in  a  few  years  reach  an 
annual  increase  of  a  million 

Allowing  our  population  to  Increase  only  in  the 
ratio  of  3  per  cent  annually,  which  has  been  the 
average  rate  for  the  last  50  years,  and  it  gives  the 
following  general  result 
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term  of  600  years 


upon  railways  exceeding  at  th  at  time  thirteen 
hundr^mHliona  of  dollars. 

We  have  not  spoken  of  the  wisdom  of  the  policy 
indicated,  or  of  its  probable  results  upon  business. 
We  are  merely  contemplating  the  influence  of  this 
extraordinary  state  of  things  upon  the  material  in- 
terests of  this  country  in  comparison  with  those  of 
other  lands. 

Wo  have  touched  a  topic  so  fruitful  in  suggestion 
that  there  is  danger  of  extending  our  remarks  be- 
yond the   patience  of  our  readers. 

We  therefore  suspend  for  the  present  the  train  of 
remarks  which  naturally  follows  from  the  premises 
assumed. 


The  Nenv  York  Ceatral  Railroad  Company. 

We  have  in  a  former  issue  published  the  Act  au- 
thorisinga  consolidation  of  several  lines  of  railroads 
into  the  "  New  York  Central  Railroad  Com- 
pany," and  an  abstract  of  the  contract.  We  are 
now  favored  with  a  complete  copy  of  the  contract 
for  carrying  into  effect  the  purposes  of  that  Act, 
which  is  of  so  much  interest  to  the  public  that  we 
now  give  the  same  at  full  length  to  our  readers  : 

AGREEMENT, 

Made  this  17th  day  of  March,  in  the  year  1863,  be- 
tween the  Albany  and  Schenectady  railroad  com- 
pany, the  Troy  and  Schenectady  railroad  compa- 
ny, the  Utica  &  Schenectady  railroad  company, 
the  Mohawk  Valley  railroad  c(»upany,  the  Syra- 
cnaa  and  Utica  railroad  company,  the  Syracuse 
and  Utica  Direct  railroad  company,  the  Rochester 
and  Syracuse  railroad  company,  the  Buffalo  and 
Syracuse  railroad  company,  the  Rochester,  Lock- 
port  and  Niagara  Falls  railroad  company  and  the 
Bufiblo  and  Lockport  railroad  company,  all  bod- 
ies corporate  existing  under  the  laws  of  the  state 
of  New  York. 

Whereas,  by  an  act  of  the  legislature  of  the  said 
state  of  N.  York,  passed  on  the  2nd  day  of  April, 
1868,  entitled  "  an  act  to  authorise  the  consolida- 
tion of  certain  railroad  companies,"  the  several 
companies  above  named  or  any  two  or  more  of 
them  were  thereby  authorised  at  any  time  to  con- 
solidate such  companies  into  a  single  corporation, 
in  the  manner  therein  mentioned,  as  on  reference 
to  the  said  act  will  more  fully  appear. 

And  whereas,  negotiations  have  heretofore  been 
entered  into  by  and  between  the  said  several  com- 
panies, for  the  purpose  of  ettecting  their  consoli- 
dation into  a  single  corporation  as  authorised  by 
the  said  act  of  tihe  legislature,  and  the  same  has 
been  agreed  upon,  on  the  terms  and  conditions 
hereinafter  mentioned  and  contained. 

Now  therefore,  this  agreement  made  by  and  be- 
tween the  several  companies  above  named,  under 
and  in  virtue  of  the  authority  conferred  upon  them 
by  the  act  of  the  Legislature  aforesaid,  Witoesaeth 
(bat  the  said  several  companies  herein  before 
named,  do  agree,  and  each  for  itself  severally  doth 
hereby  agree,  that  the  said  several  companies  or 
bodies  shall  be  consolidated  into  and  form  one  cor- 
jporfttiou  under  the  uanxe  of 
■  /  .^^.    .^    -'■^.    .-. 
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which  shall  continue  for  the 
from  its  commencement. 

And  ip  pursuance  of  the  said  act  of  the  legisla- 
ture, the  parties  hereto  do  hereby  pre- 
scribe the  fimowin^  tBrms  and  conditions  of  the 
said  consolidation,  anddo  respectivf'ly  agree  there- 
to, and  to  the  mode  of  carrying  the  .same  into  ef- 
fect as  herein  provided  for. 

Art.  1.  The  directors  of  the  said  new  corpora- 
tioo  shall  be  19  Iq  nombpr.  The  flrst  election  of 
directors  is  to  be  held  in  the  City  Hall  in  the  city 
of  Albany,  on  Wednesday  the  6th  day  of  July  next, 
between  the  hours  of  twelve  o'clock  noon,  and  3  o- 
cla^  &»■  th«  rfternoon  of  that  day.  Notice  of  the 
timd  aHid  plk<^  of  the  said  election  shall  be  given 
at  least  thirty  days  previously  thereto,  by  the  pre- 
flktents  of  the  respective  companies,  parties  hereto 
in  the  state  paper,  and  in  at  least  one  newspaper 
published  in  each  of  the  cities  of  New  York,  Bos- 
ton, Albany,  Schenectady,  Utica,  Syracuse,  Au- 
burn, Rochester  and  Buffalo. 

The  following  persons,  to  wit,  Henry  H.  Martin, 
George  Dexter,  and  Rufus  G.  Beardslee  of  the  city 
of  Albany,  all  stockholders  in  some  one  or* more 
of  the  said  companies,  are  hereby  appointed  in 
spectors  of  the  said  election,  to  perform  the  usual 
duties  required  by  law  in  such  cases.  The  inspec- 
tor or  inspectors  attending  at  the  time  and  place 
fixed  for  the  election,  shall  have  the  power  to  fill 
any  vacancy  occasioned  by  the  non  attendance  of 
any  one  or  more  of  their  number.  Any  person  so 
appointed  to  fill  a  vacancy,  must  be  a  stockholder 
in  some  one  of  the  companies,  parties  hereto. 
Should  neither  of  the  inspectors  attend  at  the  time 
and  place  appointed  for  the  election,  the  stockhol- 
ders present  at  the  hour  fixed  for  opening  the  polls 
shall  have  power  by  the  vote  of  a  majority  in 
number  of  those  present,  to  choose  three  persons, 
being  stockholders,  in  one  or  more  of  the  said 
companies,  who,  or  any  two  of  whom,  shall  have 
power  to  act  as  the  inspectors  of  the  said  election. 
There  shall  be  .chosen  at  the  siud  election  three 
persons  as  inspectors  at  the  next  succeeding  elec- 
tion ot  directors  as  required  by  law.  All  stock- 
holders in  the  several  companies  parties  to  this 
agreement,  shall  have  the  right  to  vote  at  the  said 
election  in  person  or  by  proxy,  and  shall  severally 
be  entitled  to  two  votes  for  each  share  of  stock, 
(being  SlOO  at  par)  held  by  such  stockholders,  in 
either  or  any  of  the  said  companies,  except  as  to 
the  Bufialo  and  Rochester  railroad  company,  the 
shares  in  which  being  S50each,  one  vote  only  shall 
be  allowed  for  each  share  of  stock  in  the  said  com- 
pany. The  thirteen  persons  being  stockholders  in 
some  one  or  more  of  the  said  companies,  parties 
hereto,  receiving  a  majority  of  votes  at  the  said 
election,  shall  be  the  first  directors  of  the  said  "N. 
York  Central  railroad  company," 

In  the  event  of  a  failure  to  elect  the  said  direct- 
ors, or  any  one  or  more  of  the  number  by  a  major- 
ity vote  on  the  first  ballot,  the  said  inspectors  shall 
immediately  after  canvassing  the  votes  and  ascer- 
taining the  result,  again  open  the  polls  of  the  said 
election  for  the  election  of  the  said  directors,  or  of 
such  number  of  them  as  may  not  have  been  chosen 
on  the  first  ballot,  as  aforesaid,  and  shall  keep  the 
polls  of  the  said  election  open  for  at  least  one  hour 
and  until  all  the  stockholders,  present  or  repre- 
sented, and  wishing  to  vote  shall  have  voted,  and 
the  person  or  persons  receiving  a  majority  of  votes 
on  the  said  second  ballot  shall  be  declared  elected. 
If  the  choice  of  directors  shall  not  be  completed 
on  the  second  balloting  either  as  to  the  whole  or 
any  portion  of  the  number  remaining  to  be  chosen 
as  aforesaid,  as  many  moreballotings  shall  be  bad 
as  may  be  necessary  to  effect  such  choice,  which 
ballottings  shall  severally  be  conducted  on  the 
same  principles  as  the  second  balloting,  excepting 
that  after  the  second  balloting  a  plurality  of  votes 
only  shall  be  necessary  to  an  election.  If,  howev- 
er, after  four  ballottings  it  shall  so  happen  that  a 
portion  of  the  directors  shall  have  been  chosen,  no 
farther  ballotings  shall  be  bad,  but  the  persons  so 
chosen,  or  a  minority  of  them,  shall  wiUi  as  little 
delay  as  may  be,  fill  up  and  complete  the  board  by 
the  choice  of  such  penoos  being  stockholders  in 
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some  one  or  more  of  the  said  companies,  as  they 
may  see  fit.  The  directors  chosen  in  pursuance 
of  ^is  article  shall  hold  their  ofSces  until  the  an- 
nual election  of  directors  in  the  said  new  corpora- 
tion, to  be  held  in  the  year  1854,  as  hereinafter 
provided  for,  and  until  others  shall  have  been  el- 
ected in  their  places. 

Art.  2.  The  directors  of  the  said  new  corporar 
tion  shall  thereafter  be  chosen  annually,  on  the 
2nd  Wednesday  of  December,  in  each  year  after 
the  present  year — 1853 — by  a  majority  of  the  votes 
of  the  stockholders  voting  at  such  election  in  such 
manner  as  may  be  prescribed  in  the  by-laws  of  the 
corporation,  and  they  may  and  shall  continue  to 
be  directors  until  others  are  elected  in  theirplaces. 
In  the  election  of  directors,  each  stockholder  shall 
be  entitled  to  one  vote  for  each  share  of  stock  held 
by  such  stockholder.  Vacancies  in  the  board  of 
directors  shall  be  filled  in  such  manner  as  shall  be 
prescribed  by  the  by-laws  of  the  corporation.  At 
each  election  of  directors,  three  inspectors  of  elec- 
tion shall  be  chosen  for  the  next  annual  election  of 
directors  as  required  by  law.  No  person  shall  be 
a  director,  unless  he  shall  be  a  stockholder,  as  re- 
quired by  the  general  railroad  law. 

Art.  3.  The  capital  stock  of  the  said  new  cor- 
poration being  liniited  by  the  act  aforesaid  to  the 
.-iggregate  amount  of  the  capitals  of  the  several 
companies  thus  consolidated,  the  respective  par- 
ties hereto  do  severally  agree  and  declare  that  the 
capital  stock  of  the  said  corporations  respective- 
ly, together  with  the  amount,  if  any,  of  outstand- 
ing bonds,  legally  issued  by  the  said  several 
corporations,  with  the  right  or  privilege  to  the 
holders  thereof  to  convert  the  same  into  the  capi- 
tal stock  of  such  companies  respectively  at  par, 
on  surrender  of  the  said  bonds  and  on  the  terms 
therein  mentioned,  are  as  follows : 
Albany  and  Schenectady  railroad  com- 
pany   $1,635,860 

Convertible  bonds  of  tiie  said  compa- 
ny, oatstanding. 86,000 

Schenectady  and  Troy  railroad  Co. . .        660,000 
Utica  and  Schenectady  railroad  com- 
pany       4,500,000 

Mohawk  Valley  raitoad  Co 1,676,000 

Syracuse  and  Utica  railroad  Co 2,700,000 

Syracuse  and  Utica  Direct    railroad 

company 600,000 

Rochester  and  Syracuse  railroad  com- 
pany       6,606,700 

Convertible  bonds  of  said  company...  2,000 
Buffalo  and  Rochester  railroad  compa- 
ny       8,000,000 

Rochester,    Lockport   uid     Niagara 

Falls  railroad  company 2,016,100 

Convertible  bonds  of  the  sud  compa- 
ny          139,000 

Buffalo  and  Lockport  raiboad  Co 675,000 


Total $23,086,600 

Forming  an  aggregate  present  capiUl  of  $22,- 
868,600,  subject  to  be  increased  by  the  conversion 
into  stock  of  the  said  convertible  bonds,  the  sum 
of  $227,000  making  in  all  the  sum  of  twenty-three 
millions  and  eighty-five  thousand  six  hundred  dol- 
lars. 

The  capital  stock  of  the  said  new  corporation  is 
therefore  fixed,  pursuant  to  the  said  Act  of  the 
legislature,  at  the  aforesaid  aggregate  sum  of 
twenty-two  millions  eight  hundred  and  fifty-eight 
thousand  six  hundred  dollars,  to  be  divided  into 
228,686  shares  of  $100  each;  such  capital  being 
subject  to  be  increased,  by  the  conversion  into 
stock  of  the  principal  of  the  said  outstanding 
bonds  from  time  to  time,  so  that  the  same  shall 
not,  when  all  the  said  bonds  shall  be  converted, 
exceed  the  sum  of  twenty-three  millions  and  eigh- 
ty-five thousand  six  hundred  dollars,  to  be  di- 
vided into  230,866  shares  of  $100  each. 

Art.  4.  The  said  capital  stock  shall  be  distri- 
buted rateably  to  and  among  the  several  stock- 
holders iu  the  companies,  parties  hereto,  so  that 
every  stockholder  in  each  of  the  present  compa- 
nies shall  receive  in  place  of  the  stock  now  held 
by  such  stockholder,  the  like  number  of  shares  at 
par  in  the  capital  stock  of  the  new  corporation, 
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except  as  to  the  stockholders  in  the  Buffalo  and 
Rochester  railroad  company,  the  shares  in  which 
being  $50  each,  the  holder  of  every  two  shares  of 
that  stock  rejecting  all  odd  shares  or  fractions  of 
$50  shall  be  entitled  to  one  share  in  the  new  cor 
poration.  The  stock  representing  the  aggregate  of 
the  said  fractions  or  parts  less  than  $100  each 
shall  be  sold  at  auction,  and  the  proceeds,  adding 
the  proper  allowance  made  to  the  stockholders  of 
the  said  company  for  its  proportion  of  the  differ- 
ences in  value  hereinafter  referred  to,  shall  be  di- 
vided rateably  among  the  stockholders,  to  whom 
the  said  fractional  parts  belonged ;  or  if  the  hold- 
ers of  any  of  the  said  fractional  parts  so  prefer, 
the  new  corporation  will  pay  and  allow  at  the  rate 
of  par  for  the  said  fractions,  and  receive  for  its 
own  use  the  portion  of  the  proceeds  of  the  sale  at 
auction,  as  before  provided  for,  which  such  stock- 
holder would  otherwise  have  been  entitled  to  re- 
ceive. 

Arr.  5.  The  amonntof  tbe  bond  or  funded  debts 
other  than  the  convertible  bonds  above  mention- 
ed due  from  the  said  companies,  parties  hereto, 
who  are  thus  indebted  and  which,  as  well  as  the 
said  convertible  bonds  which  may  not  be  convert- 
ed into  stock,  the  said  new  corporation  is  to  as- 
sume and  pay,  is  hereby  declared  and  fixed  by 
each  company  so  indebted,  severally  for  itself,  as 
follows : 

Albany  And    Schenectady    railroad 

company $226,823  62 

Schenectady  and  Troy  railroad  com- 
pany    100,000  00 

Syracuse  and  Utica  railroad  Co 126,000  00 

Rochester  and  Syracuse  railroad  com- 
pany   766,000  00 

Buffalo  and  Rochester  railroad  com- 
pany    200,000  00 

Rochester,   Lockport    and    Niagara 

Falls  raih-oad  company 476,000  00 

The  respective  companies  are  to  pay  all  the  in- 
terest due  or  which  may  accrue  on  their  said  in- 
debtedness up  to  the  first  day  of  May,  one  thou- 
sand eight  hundred  and  fifty-three. 

Art.  6.  All  the  indebtedness  and  liabilities  di- 
rect or  contingent,  existing  against  either  of  the 
parties  hereto,  at  the  close  of  business,  on  the  80th 
day  of  April  Iftst,  including  the  wages  of  all  labor- 
ers, woriimen,  agents  and  officers  to  the  end  of  the 
month,  other  than  the  debt  herein  before  refer- 
red to,  are  to  be  paid  and  liquidated  by  the  res- 
pective parties,  or  the  trustees  who  may  settle 
their  affairs  as  hereinafter  mentioned,  out  of  their 
own  assets  respectively,  which  do  not  pass  to,  or 
vest  in  the  new  corporation,  and  are  not  to  be 
chu^able  in  any  way  upon  the  said  new  corpora- 
tion. But  this  shall  not  extend  to  any  indebted- 
ness for  engines,  cars,  machinery  or  supplies  con- 
tracted for  by  any  of  the  parties  previously  to  the 
said  30th  day  of  April  last,  and  not  then  deliv- 
ered; but  such  engines  cars,  machinery  or  supplies 
shall  be  paid  for  by  the  newcorporation  on  receiv- 
ing the  same,  or  on  the  proper  performance  of  any 
contract  therefor;  but  no  company  having  made 
any  partial  payment  on  account  of  any  engines, 
cars,  machinery  or  supplies  as  aforesaid  before  the 
said  thirtieth  day  of  April  last,  shall  be  in  any  way 
entitled  to  be  refunded  for  the  same  by  the  new 
corporation. 

Art.  7.  The  trustees  of  each  and  eveiy  party 
hereto  to  be  appointed  as  hereinafter  provided  for, 
shall  account  for  and  pay  over  to  the  new  corpo- 
ration, without  delay  after  the  first  election  of  di- 
rectors thereof  as  herein  before  provided  for,  all 
the  moneys  which  shall  have  been  received  by  the 
company  of  which  they  are  trustees  for  the  trans- 
portation of  passengers  and  freight,  and  all  other 
income  and  receipts  of  every  kind,  arising  fr(Hn 
business  transacted,  sales  made  or  otherwise,  sub- 
sequent to  the  said  30tb  day  of  April  last  (except 
for  calls  on  stock  made  previously  to  that  time,) 
and  shall  be  credited  and  allowed  all  payments  out 
of  said  moneys  properly  made  in  carrying  on  and 
conducting  the  business  operations  of  the  said  Co., 
subsequent  to  the  said  SOtii  day  of  April  last,  and 
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up  to  the  time  of  such  accounting  and  payment,  d&y  of  April  last,  as 


The  Rochester  aind  Syracuse  railroad  company 
shall  also  be  credited  with  the  amount  which  shall 
have  been  expend^  by  them  in  conetmcting  and 
equipping  their  stiiaight  line  road  between  8}Ta- 
cuse  and  Rochester,  not  mcladed  in  the  foregoing 
statement  of  their  luapital  stock  and  indebtedness, 
such  amount  being  estimated  at  $llft,ti>12,  but  not 
in  any  event  to  exceed  the  nvan.  $12(^,000. 

Art.  8.  The  parties  hereto  respectively,  shall  be 
authorized  to  retail  for  the  payment  of  their  in- 
debedness  and  liabilities  herein  beibre  agreed  to 
be  paid  and  discharged  by  them  reaipectively,  and 
for  division  and  distribution  as  may  be  authorised 
by  law  should  aqy  surplus  remain,  all  moneys 
which  they  had  on  hand  on  the  said  30th  day  of 
April  last,  all  amounts  and  debts  doe  to  them  on 
that  day,  including  payments  or  instalments  on 
stock  called  for  beu)re  that  time  and  payable  pre- 
viously to  the  date  thereof,  and  all  stocks  and  se- 
curities for  the  paytnent  of  money  which  they  then 
held.  Each  of  thei  companies  parties  hereto  in  or- 
der to  carry  out  th^  foregoing  provision  in  this  ar- 
ticle contained,  sh^,  before  the  first  election  of 
directors  for  the  si^d  new  corporation  takes  place 
as  herein  before  pnovided  for  assign  and  transfer 
to  its  directors  in  office  at  the  time,  or  to  such  of 
them,  or  to  such  dther  person  or  persons  as  they 
may  deem  proper,  all  the  moneys,  demands,  debts, 
stocks  and  properly  which  such  company  is  enti- 
tled to  hold  and  retain  as  herein  before  in  this  ar- 
ticle mentioned,  in  trnst  for  the  purposes  aforesaid 
with  such  covenants  and  provisions  in  the  said 
transfers  respectively,  as  each  company  shall  deem 
best  and  most  expedient,  in  order  to  provide  for 
the  extinguishment,  with  as  little  delay  as  may  be 
of  the  debts  and  liabilities  of  the  said  companies 
respectively,  and  fbr  the  division  of  the  residue  of 
the  said  funds,  demands  and  property,  and  the 
proceeds  thereof  td  and  am<mg  the  stockholders  of 
the  said  respective  companies  according  to  their 
respective  rights  ahd  interests. 

The  several  companies  shall  also  assign  to  tbe 
said  trustees  all  th6  moneys  received  by  or  due  to 
tbem  respectively,  and  which,  under  the  seventh 
article  hereof,  are  ito  be  accounted  for  and  paid 
over  to  the  new  Oorporation,  in  order  that  tbe 
trustees  may,  without  delay,  account  for  and  pay 
tbe  same  to  the  n^w  corporation  as  required  by 
tbe  said  seventh  aiticle. 

The  several  coi4panies  shall  also  Mssign  to  tbe 
said  trustees  all  sai^  of  money  and  personal  as- 
sets, which  by  any  i  of  the  provisions  of  this  agree- 
ment are  to  be  paid  to  or  accounted  for  to  the  said 
new  corporation,to  dtie  end  that  such  payment  and  ac 
counting,  in  order  \o  settle  all  questions  in  regard 
thereto,  may  be  n|ade  by  some  person  or  persons 
acting  in  behalf  of  J  the  parties  entitl^  to  the  re- 
maining assets  of  the  said  companies,  as  the  said 
companies  willtheilby  reason  of  their  being  merged 
in  the  new  corporation^  have  ceased  to  exist  as 
bodies  corporate,   j  .  ^ 

Art.  9.  Several  of  tbe  companierparties  here- 
to, being  the  ownefs  and  holders  of  shares  in  the 
capital  stocks  of  tbe  Great  Western  railroad  com- 
pany, Canada  WeiA,  and  in  the  Buff|lo  and  State 
line  ridlroad  company,  subscribed  for  under  and 
in  virtue  of  acts  of  |he  legislature  <rf'tbis  state,  au- 
thorising such  subst^ptions,  and  it  being  consid- 
ered desirable  that  the  new  corporation  should 
continue  to  hold  tht  saidstocks,  it  is  hereby  agreed 
that  the  said  new  corporation  shall  take  a  trans- 
fer from  the  trusteas  of  the  respective  companies, 
of  the  stocks  so  S0I4  by  them,  at  the  following  pri- 
ces. For  the  stock  ^f  the  Great  Western  railroad, 
Canada  West,  par^  deducting  any  instalment  re- 
maining unpaid,  and  all  accrued  interest  thereon 
allow  ed  by  the  cou^pany,  and  remaining  unpaid ; 
and  for  the  stock  t>f  the  Buffalo  and  State  Line 
railroad  company,  jSar  and  20  per  cent  premium, 
with  interest  from  me  18th  day  of  April  last,  that 
being  the  market  v|due  of  the  said  stock  on  that 
day.  The  said  stocks  are  to  be  paid  for  by  the 
new  corporation,  in  cash,  before  the  first  day  of 
November  next,  witfh  interest  troax  tht  first  day  of 
May  instant,  as  to  tbe  stock  of  the  Great  Western 
railroad  company,  And  with  interest  ftom  tbe  1 3tb 
to  the  atock  of  tbe  Bufiaio  A 
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State  Line  railroad  company,  or  at  the  election  of 
the  new  corporation,  by  the  issue  of  its  bonds  to 
the  trustees  of  the  several  companies  for  the 
amount  due  to  them  respectively,  payable  j^t  the 
end  of  30  years  from  the  tirst  day  of  May,  1863, 
with  interest  at  the  rate  of  6  per  cent  per  annum, 
from  the  1st  day  of  May,  and  the  said  13th  day  of 
April,  1853,  as  the  case  may  be,  payable  semi-an- 
nually on  the  first  day  of  May  and  November  in 
each  year,  on  the  surrender  of  the  respective  in- 
terest warrants  to  be  appended  to  the  said  bonds, 
in  the  form  usual  in  such  cases,  and  both  principal 
and  interest  to  be  made  payable  in  the  city  of  N. 
York.  The  amount  of  the  said  stocks  at  par  held 
by  the  several  companies,  is  declared  by  each  co. 
for  itself  to  be  as  follows :  tlie  Albany  and  Schen- 
ectady railroad  company  hold  tweuty-flve  thou- 
sand dollars  of  the  stock  of  the  Great  Westera  rail- 
road company.  The  Utica  and  Schenectady  rail- 
road company  hold  $200,000  of  the  stock  of  the 
said  Great  Western  railroad  company.  Thp  Syra- 
cuse and  Utica  railroad  company  hold  S76,000  of 
the  stock  of  the  saidG.  WesternR.  R.co.,andS62,- 
300  of  the  stuck  of  the  said  Buffalo  and  State  Line 
railroad  company.  The  Rochester  and  Syracuse 
railroad  company  hold  S125,000  of  the  stock  of 
the  said  Great  Western  railroad  company,  and 
$106,500  of  tbe  stock  of  the  said  Buffalo  and  State 
Line  railroad  company.  The  Buffalo  and  Roches- 
ter railroad  company  hold  $94,960  of  the  stock  of 
the  Buffalo  and  State  line  railroad  company.  The 
Rochester,  Lockport,  and  Niagara  Falls  railroad 
company  hold  $68,600  of  the  stock  of  the  ^d  Q. 
Western  railroad  company.  ^ 

Art.  10.  The  Mohawk  Valley  railroad  company 
agree  that  the  trustees  to  be  appointed  by  the  said 
company  as  herein  provided  for,  shall  pay  over  to 
the  said  new  Corporation  without  delay,  after  the 
first  election  of  directors  thereof,  as  herein  provi- 
ded for,  the  amount  of  the  first  instalment  of  ten 
per  cent,  received  on  the  capital  stock  of  the  said 
Company,  being  $157,500  deducting  therefrom  all 
expenses  or  charges  paid  or  justly  incurred  by  the 
said  company. 

Art.  11.  The  Syracuse  and  Utica  Direct  railroad 
company  agree  that  the  trustees  to  be  appointed 
by  the  said  company,  as  herein  provided  for  shall 
pay  over  to  the  said  new  Corporation  without  de- 
lay, after  the  first  election  of  directors  thereof,  as 
herein  provided  for,  the  amount  of  the  first  instal- 
ment of  ten  per  cent,  received  on  the  capital 
stock  of  the  said  Company,  being  $60,000,  deduct- 
ing therefrom  all  expenses  and  charges  paid  or 
justly  incurred  by  the  said  company. 

Art.  12.  The  whole  of  the  amount  unpaid  on 
the  capital  stock  of  the  Buffalo  and  Rochester  rail- 
road company,  as  herein  before  mentioned,  it  is 
agreed,  shall  be  paid  to  the  new  corporaUon.  It 
is  understood,  howerer,  that  th6  said  Buffalo  and 
Rochester  railroad  company  may,  in  the  mean 
time,  receive  a  payment  of  ten  per  cent  on  the  said 
stock  ;  and  the  fuU  amount  of  any  moneys  which 
may  be  so  received  by  the  the  said  Co.  shall  be 
paid  over  by  the  trustees  to  be  i^jpointed  by  the 
said  Co.,  as  herein  provided  for,  to  the  new  corpo- 
ration, without  delay. 

Art.  13.  The  certificates  of  stock  in  the  new 
corporation  to  be  given  to  parties  who  shall  be 
stockholders  in  the  Mohawk  Valley  railroad  com- 
pany, and  in  the  Syracuse  &  Utica  Direct  R.R.  Co., 
at  the  time  the  consolidation  shall  take  eflict,  in 
place  of  those  held  by  them  in  the  said  companies 
respectively,  shall  state,  that  ten  dollars  only  on 
each  share  of  the  said  stock  has  been  paid,  and 
that  the  sum  of  ninety  dollars  per  share  rmains 
to  be  paid  thereon;  as  tlie  same  may  be  called  for 
by  the  directors,  and  be  in  other  respects  in  tlie 
form  usual  in  such  cases.  The  certificates  to  be 
given  to  the  holders  of  the  stock  of  the  Buffalo 
and  Roche§ter  railroad  company,  not  paid  for  as 
aforesaid,  shall  conform  to  the  amount  of  the  first 
payment  on  the  said  stock,  if  any  shall  have  been 
made  as  herein  before  provided  for  before  the  said 
consolidation  shall  Uke  effect,  and  if  not,  to  the 
amount  of  such  first  payment  when  the  same  shall 
have  been  made.  It  is  also  agreed  that  any  stock- 
bolder  holding  eitljer  of  the  said  three  stocks  in 


this  article  mentioned,  may  at  any  time  before  the 
tirst  day  of  February  next,  pay  the  amount  remai- 
ning duo  on  the  shares  so  held  by  him,  or  on  any 
of  them,  with  interest  at  the  rate  of  seven  percent 
per  annum,  from  the  Ist  day  of  May  instant,  de- 
ducting any  dividend  which  may  have  been  paid 
on  the  capital  stock  of  the  said  new  corporation, 
previously  to  that  time  should  any  have  been  paid, 
and  shall  thereupon  be  entitled  to  receive  a  certif- 
icate for  Aill  stock  for  the  shares  so  paid  for.  The 
amount  remaining  unpaid  on  the  three  stocks  re- 
ferred to  in  this  article  on  the  first  day  of  Februa- 
ry next,  may  be  called  for  by  the  directors  in  the 
usual  manner,  at  any  time  after  that  period.  But 
the  option  to  pay  the  stocks  in  full  at  any  time 
before  the  first  day  of  February  next,  shall  not 
prevent  the  directors  of  the  new  corporation  from 
calling  for,  and  requiring  the  payment  of  the  same, 
or  of  any  of  them  at  any  time  before  that  day, 
should  they  deem  it  proper  so  to  do.  The  said 
stock  so  paid  in  part  shall  until  the  same  be  made 
full  stock  be  entitled  to  the  same  per  centage  of 
devidend  on  the  amount  from  time  to  time  paid 
thereon,  as  may  be  declared  and  paid  on  the  full 
stock  of  the  new  company. 

Art.  14.  The  estate,  property  and  franchises 
of  the  said  companies,  parties  hereto,  which  in 
pursuance  of  the  said  act  of  the  Legislature,  will 
vest  in  the  said  new  Corporation,  on  its  organiza- 
tion, being  relatively  of  unequal  value,  and  the 
stocks  of  the  said  respective  companies  having 
heretofore  uniformly  sold  in  market  at  different 
prices  or  rates  of  premium,  the  parties  hereto  do 
hereby,  with  the  view  of  making  compensation  for 
such  differences  to  the  stockholders  of  said  com- 
panies, respectively  fix  upon  the  following  amounts 
to  be  allowed  therefor  by  the  issue  of  certificates 
as  hereinafter  mentioned,  to  wit: 

To  the  Stockholders  of  the  Albany  and  Schen- 
ectady railroad  company  it  is  hereby  agreed  to 
allow  seventeen  per  cent.,  or  seventeen  dollars 
on  each  one  hundred  dollars  of  the  capital  stock 
thereof 

To  the  stockholders  of  the  Utica  and  Schenecta- 
dy railroad  company  it  is  hereby  agreed  to  allow 
fifty -five  per  cent.,  or  fifty-five  dollars  on  each 
one  hundred  dollars  of  the  capital  stock  there- 
of • 

To  the  stockholders  of  the  Mohawk  Valley  rail- 
road company  it  is  hereby  agreed  to  allow  fifty- 
five  per  cent.,  or  fifty-five  dollars  on  each  one  hun- 
dred dollars  of  the  whole  capital  stock  thereof,  tbe 
said  capital  stock  being  subject  to  the  further  pay- 
ment of  ninety  dollars  on  each  share  thereof  as 
aforesaid. 

To  the  Stockholders  of  the  Syracuse  and  Utica 
railroad  company  it  is  hereby  agreed  to  allow  60 
per  cent. ,  or  fifty  dollars  on  each  on«  hundred  dol- 
lars of  the  capital  stock  thereof 

To  the  Stockholders  of  the  Syracuse  and  Utica 
Direct  railroad  company  it  is  hereby  agreed  to  .al- 
low 60  per  cent.,  or  fifty  dollars  on  each  onehun- 
dred  dollars  of  the  whole  capital  stock  thereof,  the 
said  capital  stock  being  subject  to  tbe  further  pay- 
ment of  ninety  dollars  on  each  share  thereof,  as 
aforesaid. 

To  the  Stockholders  of  the  Rochester  and 
Syracuse  railroad  company  it  is  hereby  agreed  to 
allow  thirty  per  cent.,  or  thirty  dollars  on  each 
one  hundred  dollars  of  the  capital  stock  there- 
of. 

To  the  stockholders  of  the  Buffalo  and  Roches- 
ter railroad  company  it  is  hereby  agreed  to  allow 
40  per  cent.,  or  forty  dollars  on  each  one  hundred 
dollars  of  the  whole  capital  stock  thereof,  it  being 
understood  that  the  -vhole  amount,  remaining  un- 
paid on  the  said  stock  as  before  stated,  is  to  be 
paid  or  account'd  for  to  the  new  corporation  as  afore- 
said. 

To  the  Stockholders  of  the  Rochester,  Lockport 
and  Niagara  Falls  railroad  company,  and  to  the 
stockholders  of  the  Buffalo  and  Lockport  railroad 
company,  it  is  hereby  agreed  to  allow  25  per  cent, 
or  twenty-five  dollars  on  each  one  hundred  dollars 
of  the  capital  stock  of  each  of  the  said  companies 
respectively. 
No  allowance  is  made  for  any  suc^  difference 


in  value  as  aforesaid  to  the  stockholders  of  the 
Schenectady  and  Troy  railroad  company,  as  the 
stock  of  that  company  is  not  considered  to  be  worth 
its  par  or  nominal  value  ;  but  each  share  of  stock 
in  the  new  Corporation  to  be  issued  to  the  stock- 
holders of  that  company  in  place  of  their  present 
stock  in  said  company,  as  herein  Ix-fore  provided 
for,  shall  be  made  subject  to  the  further  payment 
of  $26  on  each  of  the  said  shares,  at  such  time  or 
times  and  in  .^uch  instalments  as  the  directors  may 
require  ;  in  like  manner  as  provided  for  in  and  by 
the  seventh  section  of  the  general  railroad  law  ; 
such  further  payment  being  required  on  the  said 
shares  in  order  to  entitle  the  holders  of  the  stock 
of  the  said  Schenectady  and  Troy  railroad  Co.  to 
an  equal  amount  at  par  of  the  stock  of  the  new 
corporation. 

Art.  16.  The  said  new  corporation  shall,  with- 
out delay,  after  its  organization,  issue  to  the  stock- 
holders of  the  respective  companies,  parties  there- 
to, and  entitled  thereto  as  aforesaid,  and  in  pro- 
portion to  their  respective  interests,  certificates,  of 
such  form  as  they  may  deem  advisable,  each  of 
which  shall  state  in  substance  the  amount  to  which 
the  stockholder  to  whom  the  same  shall  be  issued 
is  entitled,  on  the  basis  fixed  in  the  last  article, 
and  that  such  amount  is  to  be  paid  out  of  the  fu- 
ture income  of  the  said  company ,  after  payment 
of  the  cost  of  maintaining  and  operating  the  said 
road,  at  the  end  of  thirty  years  from  the  first  day 
of  May,  1863,  with  the  interest  at  the  rate  of  six 
percent  per  annum,  ft-om  the  first  day  of  May, 
1853,  payable  semi-annually  on  the  first  day  of 
May  and  the  first  day  of  November  in  each  year, 
on  the  surrender  of  the  respective  interest  war- 
rants to  be  appended  to  the  said  certificates  in  the 
form  usual  in  such  cases,  and  both  principal  and 
interest  to  be  made  payable  in  the  city  of  New 
York. 

Stockhole'rs  whomay  in  pursuance  of  the  foregoing 
provision  be  entitled  respectively  to  certificates  for 
less  than  five  hundred  dollars,  may  be  paid  in  cash 
if  the  new  corporation  so  elect.  Such  certificates 
shall  be  issued  in  amounts  of  five  hundred  doUai-s, 
one  thousand  dollars,  three  thousand  dollars,  five 
thousand  dollars,  and  ten  thousand  dollars  only, 
unless  the  new  corporation  otherwise  determine, 
and  the  fraction  or  excess  to  which  any  stockhol- 
der may  be  entitled,  over  and  above  the  amount 
which  can  be  liquidated  by  certificates  of  the  de- 
nominations aforesaid,  may  be  paid  by  the  new 
corporation  in  cash,  or  they  may,  at  their  election, 
issue  a  certificate  therefor.  But  tbe  certificates 
referred  to  in  this  article  shall  not  be  issued  to  the 
respective  classes  of  stockholders  entitled  thereto, 
until  the  trustees  of  the  respective  companies  shall 
have  given  satisfactory  security  to  the  new  corpo- 
ration, that  the  debts  and  liabilities  of  the  said  re- 
sjKJCtiTe  companies  direct  and  contingent,  and  not 
herein  charged  on  the  new  corporation,  shall  have 
been  paid  and  satisfied,  and  the  new  corporation 
fully  indemnified  against  the  same. 

Art.  16.  A  sinking  fund  shall  be  provided  by 
the  new  corporation,  for  the  purpose  of  securing 
the  payment  of  the  principal  of  the  said  certifi- 
cates at  the  maturity  thereof,  by  setting  apart  an- 
nually out  of  its  earnings,  after  first  paying  all  the 
expenses  of  running  and  maintaining  the  road,  and 
the  interest  on  the  said  certificates  as  aforesaid, 
an  amount  equal  to  one  and  one-fourth  of  one  per 
cent  on  the  total  amount  of  the  principal  of  the 
certificates  thus  issued,  which  fund,  with  the  accu- 
mulations thereon,  shall  be  invested  in  the  pub- 
lic stocks  of  the  United  States,  or  of  the  State  of 
New  York,  or  in  the  stocks  or  bonds  of  an  incor- 
porated city  in  the  State  of  New  York,  authorised 
by  law  to  issue  the  same,  or  in  the  purchase  of 
any  of  the  said  certificates,  as  the  said  new  corpo- 
ration may  at  any  time  deem  most  desirable.  An 
account  shall  be  kept  of  the  said  sinking  fund, 
and  of  the  accumulations  thereof,  and  the  said 
fund  and  the  securities  belonging  thereto,  shall 
at  all  times  be  kept  separate  and  apart  from  the 
other  funds  and  assets  of  the  said  new  corporation, 
in  order  to  secure  the  eventual  application  in  good 
faith  of  the  whole  thereof  to  the  pa3rment  of  the 
principal  of  Uie  said  certificates  m  aforesaid, 
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Art.  17.  The  agreement  made  between  the 
Rochester,  Lockport  and  Niagara  Falls  railroad 
company,  and  the  Rochester  and  Lake  Ontario  rail- 
road company  whereby  the  former  company  have 
taken  a  lease  of  the  road  of  the  last  named 
company,  for  the  term  of  its  charter,  and  agreed 
to  consolidate  the  capital  stock  of  the  two  roads, 
when  the  requisite  measures  therefor  shall  have 
been  completed  as  therein  mentioned,  and  agree- 
ing in  the  mean  time  to  pay  to  the  stockholders  of 
the  said  Rochester  and  Lake  Ontario  railroad  Co. 
(the  capital  stock  being  one  hundred  and  fifty 
thousand  dollars)  the  same  dividends  at  the  same 
time  and  place  as  shall  hereafter  be  paid  on  the 
stock  of  the  said  Rochester,  Lockport  and  Niaga- 
ra Falls  railroad  company,  so  that  the  stocks  of 
the  two  companies  shall  in  all  respects  stand  on 
an  equality,  shall  be  fulfilled  on  the  pa  t  of  the 
new  corporation ;  and  the  said  new  corporation 
shall  issue  to  the  respective  stockholders  of  the 
said  Rochester  and  Lake  Ontario  railroad  compa- 
ny, on  the  surrender  of  the  certificates  of  stock  in 
said  company  now  held  by  them ;  certificates  for 
26  per  cent  on  the  amount  at  par  of  such  capital 
stock,  at  the  same  time  and  in  the  same  manner  as 
herein  before  provided  for  with  respect  to  the 
stockholders  in  the  said  Rochester,  Lockport  and 
Niagara  Falls  railroad  company,  and  payable  in 
like  manner  in  all  respects,  and  by  also  issuing  to 
them,  pursuant  to  the  said  agreement,  new  certi- 
ficates of  stock  in  the  said  Rochester  and  Lake 
Ontario  railroad  company  of  the  same  amount  as 
those  which  shall  be  surrendered  by  them  respec- 
tively, in  like  manner  and  form,  as  nearly  as  may 
be,  as  the  said  Rochester,  Lockport  and  Niagara 
Falls  railroad  company  are  bound  to  do,  substitu- 
ting in  such  certificates  the  name  of  the  new  cor- 
poration, in  place  of  the  name  of  the  said  Roches- 
ter, Lockport  and  Niagara  Falls  railroad  company, 
so  that  the  stock  of  the  said  Rochester  and  Lake 
Ontario  railroad  company  shall,  in  all  respecta, 
stand  on  an  equality  with  the  stock  of  the  new 
corporation.  And  the  said  Rochester,  Lockport 
and  Niagara  Falls  railroad  company  hereby  sub- 
stitute the  said  new  corporation  in  their  place,  to 
do  and  perform  in  their  own  name  and  by  their 
own  officers,  all  such  matters  and  things  as  the 
said  Rochester,  Lockport  and  Niagara  Falls  rail- 
road company  or  its  officers  would  have  been  re- 
quired to  do  or  perform  had  its  corporate  exist- 
ence continued,  under  their  agreement  with  the 
Rochester  and  Lake  Ontario  railroad  Company. 

Art  18.  The  several  companies,  parties  hereto, 
do  hereby  in  consideration  of  the  premises  and  of 
the  sum  of  one  dollar  to  each  of  them  paid,  the 
receipt  whereof  is  hereby  confessed,  respectively 
grant  and  release  to  the  said  new  corporation, 
when  formed,  and  to  its  successors  and  assigns,  all 
and  singular  the  lands  of  the  said  companies  par- 
ties hereto,  on  which  the  track  of  their  respec- 
tive roads  is  laid,  and  all  and  singular  the  lands 
and  real  estate  occupied  by  them  for  their  depots, 
engine  houses,  machine  shops,  and  other  build- 
ings, and  all  lands  and  real  estate  occupied  or 
held  by  them,  or  which  may  be  held  or  owned  by 
them  at  the  time  the  said  several  corporations  will 
under  the  said  act  of  the  Legislature,  passed  on 
the  2nd  day  of  April,  1863,  merge  into  the  said 
new  corporation. 

Art.  19.  The  road  of  the  Buffalo  and  Lockport 
railroad  company  shall  be,  in  all  respects,  com- 
pleted by  that  company  at  its  own  expense,  with 
all  necessary  depots  and  other  buildings,  and  the 
title  to  its  real  estate  perfected  on  or  before  the 
first  day  of  July  next,  in  the  manner  agreed  up- 
on by  the  contract  between  the  said  company  and 
the  Rochester,  Lockport  and  Niagara  Falls  rail- 
road company.  If  the  said  road  should  not  be  so 
completed,  satisfactory  security  shall  be  given  to 
the  new  corporation  for  its  completion,  in  manner 
aforesaid,  before  the  certificates  for  differences, 
herein  before  mentioned,  shall  be  issued  to  its 
stockholders. 

Art.  20.  The  amount  of  unpaid  and  unclaimed 
dividends  due  by  any  of  the  companies  to  their  re- 
spective stockholders,  shall  be  accounted  for  and 
paid  over  to  the  new  corporation  who  shall  pay 


such  dividends  to  the  parties  entitled  thereto, 
whenever  the  same  shall  be  legally  demanded. 

Art.  21.  Should  the  stockholders  of  any  com- 
pany being  a  party  hereto,  decline,  neglect  or  re- 
fuse to  ratify  this  agreement  on  or  before  the  first 
day  of  July  next,  in  the  manner  and  form  requir- 
en  by  the  said  act  of  the  Legislature,  passed  April 
2nd,  1853,  before  the  same  shall  be  deemed  the 
agreement  of  the  said  company,  the  same  shall  on 
and  after  that  day  become  of  full  force  and  effect, 
and  be  an  agreement  between  the  com  panics  whose 
stockholders  shall  then  have  sanctioned  and  ap- 
proved the  same  in  the  manner  required  by  the 
said  act  of  the  Legislature,  in  the  same  manner  as 
if  the  company  or  companies  so  declining,  neglect- 
ing, or  refusing,  had  not  been  named  as  a  party 
thereto. 

Art'  22.  Should  any  shareholder  in  any  or  ei- 
their  of  the  several  companies,  parties  hereto, 
whose  stockholders  shall  ratify  this  agreement, 
decline  taking  shares  in  the  said  new  corporation, 
such  shareholder  shall  be  paid  for  the  shares  so 
held  by  him,  by  the  new  corporation,  in  the  man- 
ner in  all  respects  provided  for  in  and  by  the  6th 
seen,  of  the  said  act  of  the  legislature  passed  April 
2nd  1853. 

In  witness  whereof,  the  corporate  seals  of  the 
respective  companies,  parties  to  this  instrument, 
have  been  affixed  hereto,  in  duplicate,  on  the  day 
and  year  first  above  written,  by  the  order  and  in 
the  presence  of  the  directors  of  the  said  several 
companies  respectively,  duly  convened,  a  quorum 
of  each  of  the  said  several  boards  of  directors  be- 
ing so  present,  and  assenting  thereto,  as  is  attested 
by  their  respective  signatures  liereto,  on  behalf 
and  by  order  of  the  said  several  boards  of  direct- 
ors, and  the  presidents  of  each  of  the  said  compa- 
nies have  also  at  the  same  time,  and  in  the  pres- 
ence of  the  respective  boards  of  directors,  and  on 
behalf  of  the  said  respective  companies,  hereto  af- 
fixed their  names  in  virtue  of  resolutions  of  the 
said  several  boards  of  directors,  passed  at  their 
said  respective  meetings,  on  the  same  day  and  year 
last  aforesaid : 

Ezekiel  C.  Mcintosh,  President  of  the  Albany 
and  Schenectady  railroad  company.  Gerrit  Y.Lan- 
sing, Vice  President  H.  Pumpelley,  R.  H.  Win- 
slow,  T.  Tileston,  Lyman  Chapin,  Directors. 

Erastus  Corning,  President  of  the  Utica  and 
Schenectady  railroad  company.  Nicholas  Dev- 
ereux,  John  Townsend,  Thomas  W.  Olcott,  James 
Hooker,  Marcus  T.  Reynolds,  Livingston  Spraker, 
John  Ellis,  A.  C.  Paige,  E.  T.  Throop  Martin,  Di- 
rectors. 

John  V.  L.  Pruyn,  President  of  the  Mohawk  Val- 
ley railroad  company.  Erastus  Corning,  John 
Townsend,  Marcus  T.  Reynolds,  F.  E.  Spinner,  B. 
Carver,  Isaac  Jackson,  Thomas  W.  Olcott,  C.  Vib- 
bard,  A.  C.  Paige,  Directors. 

Russell  Sage,  President  of  the  Schenectady  and 
Troy  railroad  company.  Thomas  Symonds,  John 
S.  Ide,  H.  N.  Lockwood,  Jon'a.  Edwards,  H.  Mosh- 
er,  Wm.  F.  Sage,  Hiram  Smith,  Harvey  Davis, 
Henry  Ingram,  D.  T.  Vail,  Directors. 

Henry  B.  Gibson,  President  of  the  Rochester  and 
Syracuse  railroad  companv.  Joseph  Fellows,  Ja- 
cab  Gould,  Wm.  F.  Weld,'  Horace  White,  Lewis 
Brooks,  Chas.  Seymour,  J.  B.  Varnum,  J.  H.  Che- 
dell,  Directors. 

John  Wilkinson,  President  of  the  Syracuse  and 
Utica  railroad  company.  C.  Stebbins,  Vice  Pres- 
ident. John  Stryker,  Oliver  Teall,Joel  Rathbone, 
E.  W.  Levenworth,  Ham'l.  White,  Holmes  Hutch- 
inson, Sam'l  French,  D.  Wager,  Joseph  Battell, — 
Directors. 

Charles  Stebbins,  President  of  the  Syracuse  and 
Utica  Direct  railroad  company.  John  Wilkinson, 
Oliver  Teall,  Holmes  Hutchinson,  Joseph  Battel), 
Joel  Rathbone,  Hamilton  White,  E.  W.  Leaven- 
worth, D.  Wager,  Saml.  French,  George  Barnes, 
Horace  White,  Directors. 

J.  B.  Varnum,  President  of  the  Rochester,  Lock- 
port  and  Niagara  Falls  railroad  companv.  A.  Boo- 
dy,  E.  B.  Holmes,  Edw'd  Whitehouse,  S'.  O.Smith, 
J.  C.  Colton,  R.  S.  Burrows,  Directors. 

Isaac  C.  Colton,  President  of  the  Buffalo  and 
Lockport  railroad  company.    A.  Boody,  Albert  H. 


Tracy,  Rufos 

Whitehouse, 
Wilkeson,  J 
ors. 

Joseph  Fiel 
Chester  railro, 
F.  Weld,  Hen: 
cii  H.  Tows, 
Mumford,  Le 

We  give  the 


H.  King,  E.  B.  ,  Holmes,  Edward 
B.  Plumb,  A.  t).  Patchin,  John 
Varnum,  Joel  Rathbone,  Directr 


President  of  tba  Buffalo  and  Ro- 
company.  Deati  Richmond,  Wm. 
Martin,  Thomas  Kempehall,Fran- 
Sprague,  D.  W.  Tomlinson,  G.  H. 
s  Brooks.  Directdrs. 
agreement  for  co|isolidation  entire, 
with  the  exceitioB  of  the  acknofvledgements  exe- 
cuted by  the  f  everal  parties.  T  he  lav  authorising 
the  consolidaton  will  be  found  pn  the  Jnvmal  of 
April  23d ; 


M«li  lie  and  Oblo  Ra^lrMid. 

report  OF  THl  CHIEF  KNUINEF.R  "tfo  THE  DIRECTORS. 

Dear  Sir:  Since  the  la-st  annulal  report,  the  en- 
gineers and  agents  of  the  rom|>any  have  been 
steadily  engag  ;d  in  urging  forwaird  the  business  of 
the  road,  in  acquiring  material  ^id  at  home,  and 
public  confidence  abroad,  as  th«  following  state- 
ments will  she  K  : 

Between  Fe'  )ruary  and  August  of  the  past  yoai 
the  tracks  wer4  completed  to  thetpwnof  Citronelle^ 
33  miles  from  ,  Mobile,  and  all  jnecessary  equip- 
ment of  cars  a^d  eifgincs,  and  of  local  buildings, 
fixtures,  and  fiiriiiture  were  supplied  for  the  busi- 
ness of  transporting  pa-ssengers  a^d  freight*.  Ter- 
minating as  these  .38  miles  did  inithe  pine  hill  for- 
est, not  much  income  was,  or  cot^ld  have  l)een  ex- 
pected for  the  road,  until  extenied  farther,  into 
the  cotton  producing  lands  of  tfic  Thickasawha 
vallies,  but  it  v  as  necessary  to  dpcrate  the  road, 
unpromising  as  the  prospect  wae^  a.s  a  means  of 
aiding  its  further  extension,  and  if  satisfying  the 
people  of  the  ciuntrj'  of  its  cxist4ncc  and  motive 
ca|)acities.  Thus,  it  commenced :  and  up  to  this 
date  has  been  working  about  ten  jmonths  toCitro- 
nelle,  and  although  the  running  bas  been  several 
times  interrupted  by  the  unprecedented  storms 
and  inundation^  of  la-st  summer  and  autumn,  yet 
no  damages  ha\|e  occurred  to  tbe  foadway,  except 
the  washing  out  of  some  light  san^  banks,  where 
the  grade  of  the  road  was  laid  tnq  low,  or  the  wa- 
ter drainage  unoer  it  too  narrow:  All  of  which 
defects  are  nowjcorrected  and  the  banks  renewed 
with  heavier  niiiterials  and  fortified  against  future 
floods.  Notwitl^staoding  these  interruptions  and 
damages,  the  cak-nings  of  the  road  have  exceeded 
the  aggregate  cost  of  their  repair^  of  running  the 
road  and  of  the  gravel  train  whilst  engaged  iti  bal- 
lasting the  soflei' portions  of  the  Boad  bed.  It  is 
confidently  believed  that  serious  injury  from 
floods  will  not  i  gain  occur  upon  :  any  portion  of 
the  entire  road,  because  the  stortns  of  the  past 
year  have  indicj  ted,  for  the  first  iime  in  4  yearv, 
the  maximum  v  >Iumie  and  force  of  the  streams  to 
be  crossed  by  it,  the  knowledge  of  which  will  ena- 
ble us  to  guard  ill  future  constructions  upon  the 
line. 

Additional  for<«  of  cars  and  engines  have  been 
purchased,  deliverable  at  Mobile,  for  the  increas- 
ing business  and  early  extension  of  the  road  to 
Chickasawha  riv^r,  all  of  which  have  been  receiv- 
ed excepting  one  I  engine.  The  roUitg  stock  of  the 
road  now  consists  of—  i 

2  22  ton  treight  engines,  I  ll 

2  17  do  passenger  and  freight  engines. 
1  10  do  passettger  engine, 

3  first  class  passenger  cars, 

1  second  do  >  do  do, 
41  eight  wheel  freight  do, 
30  four  wheel  gravel,      do, 

8  four  wheel  If  mber  and  iron  do 

2  hand  cars — ill  new  and  in  eooc  condition. 

In  consequencq  of  the  liberal  subscription  of  the 
real  estate  owneri  of  Mobile,  in  Februan,-,  1852, 
under  the  2  per  ^ent  law,  55  miles  of  the  road  be- 
yond Citronelle  wieie  placed  under  oontract  in  May 
last,  to  be  completed  ready  for  the  iron  on  or  be- 
fore the  first  of  Nov.  1863.  And  in  July  last  a  full 
supply  of  iron  raits  for  these  55  milQs  was  contract- 
ed for,  and  is  noW  received  at  Mobile.  The  timber 
for  this  portion  of  thd  road,  in  addftion  to  a  con- 
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siderable  quantity  of  cross  ties  now  on  hand,  is  al- 
to contracted  for  and  in  progress  of  delivery,  and 
the  track  laying  will  commence  as  early  aa  the 
gradnatioD  will  admit. 

I  r^ret  the  fkct,  that  this  work  of  graduation 
has  not  been  pushed  as  rapidly  as  was  hoped  for 
and  expected.  Owing  to  the  scarcity  of  men,  and 
the  high  price  of  labor  through  the  past  sjummer 
and  winter — to  want  of  enei^  in  one  important 
contractor — absence  of  another — and  to  the  com- 
mon tendency  of  men  to  procrastinate  labor,  espe- 
cially in  hot  weather,  some  time  has  been  lost — 
yet,  all  claim  to  have  done  the  best  they  can.  I 
have  no  reason  to  doubt  the  honesty  of  their  in- 
tentions, and  if  they  fail  to  fulfil  their  obligations 
in  time,  they  must  respectively  answer  in  dama- 
ges. 

But  making  ample  allowance  for  delays  of  this 
work,  incident  to  this  wooded  and  sparsely  settled 
portion  of  the  route,  I  can  see  no  reason  why  eigh- 
ty-eight miles  of  road  should  not  be  in  running  or- 
der in  the  spring  of  1854 ;  and  thereafter  draw  to 
Mobile  the  trade  and  travel  of  the  whole  southeast- 
em  quarter  of  Mississippi.  In  anticipation  of  this 
progress  of  the  road,  the  Post  Master  (Jeneral  has 
already  authorised  a  mail  coach  line  between  Mo- 
bile and  Columbus,  Mississippi,  to  run  in  connec- 
tion Mrith  the  cars,  and  knowing  that  these  eighty- 
eight  miles  of  road  will  form  very  much  the  best 
outlet  for  the  products  of  the  covmtie^  drained  by 
the  Chickasawha  and  Noxubee  rivers,  I  cannot 
doubt  but  the  income  of  the  road  will  then  pay  6 
per  cent  upon  its  cost  besides  the  running  expen- 
ses. But  no  time  has  been  allowed  for  stopping 
the  tracks  at  the  end  of  88  miles  for  a  single  week. 
For  the  line  beyond  and  to  the  centre  of  Lander- 
dale  county,  was  placed  under  contract  in  August 
last,  to  be  finished  in  the  Autumn  of  the  present 
year.  Thence  to  the  south  line  of  Pontotoc  coun- 
ty, 267  miles  ftt>m  Mobile,  the  contracts  were  made 
in  September  last,  to  be  completed  on  or  before 
the  1st  day  of  September,  1854.  This  work  is  now 
generally  begun  and  making  fair  progress — the 
heaviest  sections  throughout  having  been  let  to 
experienced  contractors,  and  the  light  sections  to 
the  inhabitants  of  the  country  living  near  the  line. 
All  possible  precautions  have  been  taken  to  secure 
the  execution  of  the  work  within  the  times  speci- 
fied Jand  as  the  contractors  are  all  believed  to  be  men 
of  honor  and  ability,  we  scarcely  need  fear  a  sin- 
gle failure. 

In  complianoe  with  the  cardinal  principles  of 
your  existence  and  safe  progress  as  a  company, 
'  not  to  make  contracts  nor  incur  obligations  faster 
than  sufScient  means  of  paypaent  are  furnished  to 
secure  the  completion  of  specific  portions  of  the 
road,'  all  contracts  of  last  year  were  restricted 
to  those  above  mentioned.  To  extend  the  subscrip- 
ti(ms  to  the  fUll  amount  required  for  the  road  in 
Mississippi  and  Tennessee,  and  obtain  a  reduction 
of  time  for  the  paymentof  co^mty  instalments,  have 
engrossed  the  active  exertions  of  the  local  agents. 
Dr.  Cunningham  and  Mr.  Wheeler,  in  Mississippi, 
and  Dr.  Hess,  in  Tennessee,  aided,  as  they  have 
been,  efficiently  by  other  distinguished  gentlemen 
of  both  their  states,  and  I  am  happy  here  to  say 
that  their  efforts  have  been  approved  by  success, 
even  beyond  reasonable  expectation 

It  will  be  recollected  that  the  estimated  cost  of 
local  work  from  CitroneUe  to  the  so^th  line  of 
Pontotoc,  county,  stated  in  the  last  annual  report 

tobe $2,636,676 

Whilst  the  amount  subscribed  up  to 

September  last  and  applicable  to  the 

completion  of  this  portion  of  the  main 

road  was 2,140,576 


two  hundred  and  sixty-seven  miles  of  the  main 
road  south  of  Pontotoc  and  Columbus  branch  are 
provided  tor. 

North  ofPontotoc  south  line  for  the  remaining  67 
miles  of  the  main  road  in  Mississippi,  and  15  miles 
of  the  Tennessee  river  branch,  the  revised  estimate 
was  $740,000.     For   118>^  miles  in  and  through 

Tennessee  to  the  Kentucky  line $740,000 

The  same  estimate  was 900,000 

Total  to  Kentucky 1,640,000 

For  which  we  now  have  subscriptions  as  follows, 
including  all  stock  subscribed  for  by  the  contract- 
ors, in  part  or  entire  payment  payment  for  work, 
to  wit :  in  the  counties  of  Okattabbiha,  Chicka- 
saw Pontotoc.  Itawamba,  Tishimingo,  &  applicable 
to  the  work  in  North  Mississippi $762,000 

In  the  counties  of  Madison,  Gibson,  Obion 
McNairy,  Henderson,  and  Weakley, 
Tennesse,  and  for  work  in  that  state . .    878,000 


Leaving  a  deficit  of $90,000 

Lowndes  county.  Miss. ,  was  called  upon  to  make 
up  this  deficiency,  an  promptly  and  nobly  have  the 
people  responded  by  voting  the  whole  sum,  by  an 
overwhelming  majority;  at  the  same  time,  and  with 
equal  unanimity  they  have  voted  a  Aiirtber  sub- 
scription of  $115,000  for  a  branch  road  to  the  town 
of  Columbus,  which  after  having  been  accepted  by 
the  directory  will  be  hastened  and  placed  under 
MDtract  as  lOon  as  pracUcabls — thus  ths  whole 


Making  together $1,640,000 

The  full  amount  of  the  estimates. 

I  was  advised  in  January  last  by  the  local  agents 
that  the  subscriptions  would  when  completed  equal 
the  estimates.  Accordingly  no  time  was  lost  in  ad- 
vertising the  work  for  contracts  to  be  made  at  con- 
venient points  upon  the  line  in  the  past  months  of 
March  and  April. 

These  appointments  have  been  actually  met, 
and  I  now  have  the  pleasure  to  repmrt  that  the 
whole  road  is  under  contract  to  the  Kentucky  line, 
463  miles  from  Mobile,  excepting  a  few  miles  of 
light  work  in  Tennessee  and  North  Mississippi, 
which  can  be  constructed  in  six  months,  and  for 
which  I  have  responsible  offers  to  be  adjusted  in  a 
few  days,  on  my  return  to  that  part  of  the  line. 
Nine  tenths  of  these  contracts  have  been  taken  by 
the  planters  of  the  country,  who  have  in  all  cases 
given  bonds  for  the  performance  of  the  work,  on 
or  before  the  first  day  of  November,  1864.  Owning 
and  controlling  the  labor  of  the  country,  they  are 
are  fVeed  from  the  fluctuations  incident  upon  the 
employment  of  foreigners — and  therefore  more  cer- 
tain to  complete  their  work  within  the  time  speci- 
fied. 

As  convincing  proof  of  the  interest  and  confi- 
dence of  the  people  of  the  country  along  the  whole 
line  of  the  Mobile  and  Ohio  road — its  value  and 
management,  I  have  only  to  state,  that  the  con- 
tracts have  been  taken  by  them  at  prices  fixed  by 
your  chief  engineer,  and  the  right  of  way  and  sta- 
tion grounds — with  here  and  there  an  isolated  ex- 
ception— released  without  charge. 

In  Kentucky  upon  the  remaining 40  miles  of  the 
main  line,  the  questions  of  county  and  individual 
subscription  are  now  being  presented  and  discuss- 
ed with  vigor  and  with  great  certainty  of  success, 
at  least  as  far  as  Columbus,  where  $20,000  have 
been  subscribed.  Upon  the  Paducah  branch  line 
more  energy  and  interest  prevail.  $800,000  have 
been  subscribed  by  the  town  of  Paducah,  and 
county  of  McCracken,  leaving  $200,000  yet  to  be 
made  up  by  the  county  of  Graves  and  by  individu- 
als. That  the  whole  sum  of  $500,000  will  be  rais- 
ed by  these  counties  before  the  first  of  June  next, 
in  conformity  with  the  contract  between  the  Mo- 
bile and  Ohio  company  and  Judge  Campbell  of 
the  2d  of  November  last,  there  is  not  the  slightest 
reason  t*  doubt,  for  that  contract  is  universally  ap- 
proved by  the  people  and  those  who  had  previous- 
ly opposed  county  subscriptions  are  now  in  favor 
of  them. 

There  are  two  controlling  causes  of  this  state  of 
feeling.  First,  the  positive  agreement  of  the  Mo- 
bile Company  to  iron  and  equip  the  road  when 
graded ;  and  second,  the  recent  Act,  herewith  sub- 
mitted, of  the  Illinois  Legislature,  chartering  a 
company  to  build  a  railroad  from  the  Ohio  river, 
opposite  Paducah,  to  Vincennes,  is  virtually  an 
extension  of  the  Paducah  branch  to  central  India- 
na and  Ciucimiati,  thus  a  terminus  of  the'Mobile 
and  Ohio  road  upon  the  Ohio  river  at  Paducah, 
will  be  established  simultaneously  with  the  com- 
pletion of  the  main  line  thiough  Mississippi  and 
Tennessee. 
Anotbsr  (•rmious  upon  th«  liissiBsippi  rivsr  at 


Columbus,  will  follow  in  quick  succession,  and 
though  last,  not  least  important,  another  near  the 
mouth  of  the  Ohio,  within  a  year  thereafter. 

From  these  statements  of  our  local  affairs,  the 
means  and  progress  of  the  road  at  this  time  are  as 
follows : 

In  Alabama  for  local  work  north  of 
CitroneUe  to  Kemper  county  line, 
commenced  in  May  and  September 
last,  and  bound  to  be  done  in  all  of  " 
1853,  to  the  centre  of  Lauderdale 
county — Mobile  city  subscription 
and  work $1,130,000 

In  Mississippi  for  local  work  between 
Lauderdale  and  Pentotoc  counties, 
to  l»e  finished  in  September,  1854 — 
individual  and  county  subscrip- 
tions     $l,181,80f» 

In  Mississippi  north  of  Pontotoc  line 
to  Tennessee  line,  to  be  finished  1st 
November,  1864 — individual,  coun- 
ty and  work  subscriptions $,762,300 

In  Tennessee  to  Kentucky,  to  be  fin- 
ished 1st  November,  1854 — individ- 
ual, county  and  work  subscriptions      $878,00(j 


Making  a  total  of $3,952,000 

for  the  420  miles  of  road  between  CitroneUe  an<l 
Kentucky,  now  in  progress  of  graduation. 

In  Kentucky,  line  to  Paducah  will  be 
ready  for  contracts  by  the  Ist  of 
August  or  September  next,  and  to 
be  finished  Slst  January,  1855 — 
county  and  individual  subscrip- 
tions        $350,000 

To  which  add  cost  of  local  work  of  33 

miles  completed $500,000 

Also  from  sale  of  town  lots  at  12  sta- 
tions of  railroad  located  upon  rail- 
road lands $100,000 

And  our  total  of  local  means  will  be 
for  local  works,  expended  and  to  be 
expended  upon  the  through  line, 
Paducah  and  Tennessee  river  bran- 
ches     $4,902,200 

The  revised  estimate  for  the  same  lo- 
cal work  substituting  the  Paducah 
line  for  the  shorter  one  to  the  mouth 
of  the  Ohio  river,  is $4,776,576 

The  contracts  are  now  made  through  Tennessee; 
and  when  the  aflSdavits  of  the  President  and  Engi- 
neer are  filed  with  the  Governor  of  that  State,  pro- 
ving that  a  solvent  stock  subscription,  equal  to  the 
estimated  cost  of  the  local  work  has  been  ob- 
tained, then  that  State  will  issue  6  per  cent  State 
bonds  to  the  Company  as  fast  as  the  grading  shall 
be  executed,  and  ready  for  iron  and  machinery  to 
the  amoimt  of  $8000  per  mile  for  iron  and  equip- 
ments ,  equal  in  the  aggregate  to  about  one  million 
of  dollars,  for  which  the  State  will  hold  a  first  lien 
upon  the  portion  of  the  road  within  her  own  limits. 
These  affidavits  can  be  filed  as  above  in  thirty  days. 
From  the  land  office  under  the  Act  of  Congress  of 
September  20th,  1850,  certificates  have  been  issu- 
ed to  the  company  for  1,166,6585/^  acres  of  land  ; 
all  that  remains  vacant  by  alternate  sections  with- 
in 15  miles  of  the  road  in  Mississippi  and  Alabama, 
leaving  a  deficit  under  the  grant  as  now  constmed 
by  the  Department,  of  66,377  27,  100  acres,  which 
it  is  believed  Congress  will,  hereafter,  authorize 
the  company  to  select  outside  of  the  fifteen  mile 
limit. 

It  is  believed  that  the  law  ofCongress  recognized 
Init  one  road — as  the  extention  of  the  Illinois  Cen- 
tral, fVom  the  mouth  of  the  Ohio  river  to  the  city 
of  Mobile.  But  the  United  States  Attorney  Gen- 
eral, in  order  to  limit  the  grant  to  the  length  of 
the  road  in  Mississippi  and  Alabama,  has,  in  hii^ 
recent  opinion  (adopted  as  the  rule  of  the  depart- 
ment) divided  it  into  four  roads ;  as  separate  and 
independent  as  the  lour  State  jurisdictions  through 
which  it  passes — yet  the  law  is,  in  terms  and  ef- 
fect, as  follows  :  To  aid  in  the  construction  of  a 
railroad  from  Mobile  to  a  poirU  at  or  near  the  mouth 
of  th€  Okio  Rivtr,  a*  vmch  land  in  proportion  to  th» 
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length  Ikr.reof  is  given  //>  <A«  Slates  of  Alahartia  and 
Mississippi,  as  to  the  State  of  Illinois  for  the  Cen- 
tral road.  I  believe  this  to  express  the  true  intent 
and  meaning  of  the  law,  and  that  Congress  will  so 
construe  their  own  act. 

You  are  aware  that  the  first  decision  of  the  de- 
partment denied  us  land  for  the  road  through  the 
Chickasaw  section — but  this  decision  has  been 
subsequently  and  rightly  reversed,  and  upon  pre- 
cisely the  principles  of  this  reversion,  are  we  en- 
titled to  about  600,000  acres  beyond  the  present 
certificates. 

An  application  has  accordingly  been  instituted 

before  Congress  for  the  whole  amount  of  the  grant, 

and  for  widening  of  the  fifteen  mile  limits,  to  ad- 
mit of  the  selection  of  the  present  deficiency  and 

of  any  additional  quantity  obtained  for  the  line  in 
Tennessee  and  Kentucky.  But  the  amoimt  al- 
ready received  and  sold  within  two  years,  as  it 
may  be,  after  the  completion  of  the  road,  cannot 
average  less  than  three  dollars  per  acre,  which 
gives  a  sum  of  $3,469,976,  which  added  to  the 
amount  for  local  work,  subscribed  and  in  progress 
of  expenditure  $4,902,200,  gives  us  a  property  ca- 
pital of  $8,372,176,  upon  which,  as  security  by 
mortgage  in  trust  of  road  and  lands  a  loan  of  six 
and  a-half  millions,  including  the  Tennessee  loan 
of  one  million  at  six  per  cent,  will  be  required  to 
complete  the  main  road,  and  the  Paducah,  Ten- 
nessee river,  Columbus,  Kentucky  and  Columbus, 
Mississippi,  branches,  all  of  which  branches  in  the 
aggregate  will  be  one  hundred  and  two  miles  long, 
and  furnish  immense  amounts  of  trafiic  to  the 
main  road. 

The  road  being  now  under  contract  to  the  Ken- 
tucky line,  and  thence  very  soon  to  Paducah,  and 
the  work  in  a  good  state  of  progress,  upon  420 
miles  south  of  Kentucky,  and  having  authentic 
proofs  in  hand  that  the  stock  subscriptions  are 
solvent  and  sufficient  for  the  local  work,  there  can 
be  no  serious  difficulty  in  contracting  for  the  loan 
above  mentioned  upon  favorable  terms,  without 
recourse  to  discounts  or  double  brokerage.  It  is, 
however,  understood  and  required  that  this  loan 
shall  be  exclusively  applied  to  the  purchase  and 
delivery  of  all  irons  for  and  laying  the  same  in  the 
tracks,  and  for  cars  and  engines  and  other  furni- 
ture for  operating  the  road,  and  not  to  be  used  in 
any  manner  to  relieve  local  subscribers  from  the 
prompt  payment  of  their  tax,  and  other  instalments 
for  local  work. 

This  requirements,  for  the  speedy  pajnnentsand 
progress  of  the  work,  is  of  the  first  importance, 
both  to  the  railroad  company  and  to  bondholders, 
and  must  be  strictly  complied  with. 

It  is  contemplated,  however,  as  all  past  and  pre- 
sent payments  for  iron,  cars  and  engines  have 
been  taken  from  the  fund  raised  for  local  work 
— that  an  equal  amount  will  be  returned  to  that 
fund,  whenever  the  loan  shall  be  eflfected. 

The  efforts  of  your  Engineers  and  Agents  have 
been  constantly  directed  to  the  establishment  of 
the  road  where  the  greatest  good  may  result  to 
the  stockholders  and  to  the  people  at  lai^,  and  by 
candid,  prompt  and  honest  dealing,  secure  the  con- 
fidence of  all.  Special  attention  has  also  been  paid 
to  the  cultivation  of  friendly  relations  with  the 
managers  of  all  railroad  improvements  with  which 
your  road,  sooner  or  later,  may  be  brought  into 
connection. 

The  highest  interest  of  each  and  all  is  to  attract 
custom  by  furnishing  facilities  to  reduce  the  tivie 
and  the  cost  of  ti'ansacting  the  business  of  the  peo- 
ple. 

This  being  a  common  interest,  the  more  favora- 
bly roads  are  joined,  by  the  free,  speedy  and  eco- 
nomical interchange  of  freights  and  travel,  the 
better  for  all.  In  this  respect  the  Mobile  and  Ohio 
roads  bears  a  remarkable  relation  to  all  others, 
being  the  only  north  and  south  line,  and  177  miles 
shorter  ft-om  the  Tennessee  river  to  the  Gulf,  than 
via  the  contemplated  diagonal  road  t«  New  Or- 
leans, it  stands  unrivalled  to  give  and  receive  trade 
in  all  directions  upou  even  and  equal  terms,  re- 
quiring no  rule  of  action  but  this  one :  to  hastenthe 
transit  of  passengers  and  property  safely  and  kindly 
whertvrr  they  seek  to  go. 


In  process  of  time,  near  or  distant,  and  govern- 
ed by  this  rule,  your  road  will  be  brought  into  fa- 
vorable connection  with  the  following  named  roads, 
many  of  which  are  now  in  course  of  construction, 
to  wit :  the  Vicksburg  and  Alabama,  Selraa  and 
Mississippi,  Tuscaloosa  and  Mississippi,  Columbus 
Branch,  Charleston  and  Memphis  New  Orleans  and 
Great  Northern,  Illinois  Central,  Tennesse  and  Al- 
abama, Nashville  and  North-western,  Paducah 
Branch,  and  by  the  latter  with  the  Wabash  and 
Ohio — also,  with  the  Mississippi,  Ohio  and  Tennes- 
see rivers,  at  points  most  accessible  at  all  times  for 
steamers. 

With  an  earnest  desire  to  meet  tlie  wishes  of 
stockholders  at  all  points,  by  the  early  completion 
of  the  road,  every  possible  efibrt  has  been  made  to 
get  the  whole  line  into  simultaneous  pn^ess. — 
During  the  past  fourteen  months  (since  the  2  per 
cent  Mobile  city  subscription)  the  stock  subscrip- 
tions in  Mississippi  have  been  raised  from  SI  ,075,- 
733  to  SI, 944,100— in  Tennessee  from  $136,500, 
to  $878,100,  making  an  aggregate  increase  of  $1,- 
609,967 — and  in  the  same  time  four  hundred  and 
twenty  miles  beyond  Citronelle  have  been  placed 
under  contract,  of  which  fifty-five  miles  are  now 
two-thirds  gtaded,  the  iron,  engines  and  cars  there- 
for nearly  all  delivered,  and  all  the  remaining  365 
miles  will  be  graded  as  fast  as  the  iron  can  be  de- 
livered and  laid.  From  a  careful  consideration  of 
the  present  Condition  of  the  work,  and  of  the  cir- 
cumstances likely  to  influence  its  progress,  with 
the  best  application  we  can  make  of  the  labor  and 
capital  of  the  country,  I  feel  justified  in  giving  the 
following  assurance — that  the  cars  will  run  to  Win- 
chester in  April,  to  Enterprise  in  August,  and  to 
Lauderdale  Springs  in  December,  1864  ;  to  Ponto- 
toc Co.  in  June  and  to  Jackson,  Tennessee  in  Octo- 
ber, 1866 ;  and  through  to  the  Ohio  river  in  1865 
and  1856.^ 

But  these  results  will  require  the  prompt  pay- 
ment of  instalments,  both  county  and  individual, 
as  called  for.  The  Stockholders,  one  and  all,  are 
assured  that  the  one  eflFectual  way  of  pushing  the 
work,  is  for  them  to  push  their  instalments  into 
the  hands  of  the  Treasurer. 

I  will  answer  for  having  workmen  enough  to 
draw  them  out.     With  high  regard,  I  am  yours, 

JohnChildp., 
Chief  Engineer  and  General  Agent. 


:  •  I. 
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Jliles  open. 


1862.     1861. 
639>^  618Ji 
277      264 
288W  261 
173>i  173>i' 


Increased  Traffic  on  English  Railways  for 
the  vreck  endlnvi  April  MS. 

The  returns  exhibit  the  following  results: 

The  week's  Rec'ts  p.  mile 
Miles.  receipts.        per  week. 

1858  on  6665 £298,503  £44  15 

1862on6349 272,221  42  17 

1851on6364 266,304  4115 

A  comparison  of  this  week's  receipts  with  the 
corresponding  week  of  1862,  shows  an  increase  of 
£126,182;  and  with  the  corresponding  week  of 
1261  an  increase  of  £33,099. 

The  receipts  per  mile  per  week  show  an  increase 
of£l  18s.  as  compared  with  those  of  1862;  and 
an  increase  of  £3  as  compared  with  those  of  1861. 

The  total  receipts  from  the  first  of  January  to 
the  present  time  amount  to  £4,694,373 ;  for  the 
corresponding  period  of  1862,  £4,249,449;  for  the 
same  period  of  1861,  £3,997,427;  showing  an  in- 
crease of  £444,924  over  the  corresponding  period 
of  1862,  and  an  increase  of  £696,946  over  the  same 
period  of  1861. 

The  fbllowing  table  shows  the  receipts  per  mile 
per  week  for  the  last  three  years,  and  the  miles 
then  open  of  the  London  railways  : — 

.    .;  Receipts  per 

mile  per  week. 
1853.  1862.    1851. 

67% 
43>^ 
663^ 
46|i 
52>^ 
46W 
18^ 


London  and  North  Western 90)^ 

Great  Western 59>^ 

South  Eastern 43% 

London  and  Brighton 67^ 

Eastern  counties 61U 

Great  Northern 53^ 

London  and  South  Westere 43^ 

London  and  Blackwall 189 


84% 
63 

493^ 
63% 


322 

2233^ 


322 
236 


1858. 

London  &  NorUiWestem 663>j : 

Great  Western. ^..  ,. 319>: 

South  Eastern.  ..  ., 288).  ^ 

London  and  Brirfatoti 17S^  { 

Eastern  Counti^ 322  | 

Great  Northern 288 

London  and  South  Western . .  268 
London  and  Blaickwall 5 

jlAILWAY    TRAFFIC. 

The  traflSc  returns  of  railway^  in  the  United 
Kingdom  amounted  for  tbc  week 4^ing 23d  April, 
to  £298,603,  anl  for'  the  corresponding  period  of 

last  year  to  £2712.221,  showing  an  increase  of  £26, 
352,  or  9.67  per  cent.  The  gross  receipts  for  the 
eight  railways  Having  their  termini  in  tlie  metrop- 
olis amounted  for  tl^^  week  endiig  as  above  to 
£134,523,  and  lor  the  corresponding  week  of  last 
year  to  £126,244,  showing  an  inc^eai>e  of  £9,279, 
or  7.4  per  cent.  [The  increase  on  tie  Eastern  coun- 
ties railway  amnunted  to  £1 ,389,  on  the  Great 
Northern  to  £3,^45,  on  the  London  and  Northwes- 
tern, to  £4,600,  on  the  London  aod  Blackwall  to 
£49,  on  the  Loidon,  Brighton  aiid  South  Coa.st 
£3383,  and  on  the  South  Eastean  ieill,  total  £10, 
077.  But  from  this  sum  must  bei  deducted  £736 
the  decrease  on  the  Great  Western,  and  £62  on 
the  London  and:  South  Western,  together  £798, 
leaving  the  increase  as  above  £D,^9-  The  re- 
ceipts on  the  other  lines  in  the  United  Kingdom 
amounted  to  £1^4.040,  and  for  th^  corresponding 
period  of  1862  t*  £146.977,  showiijg  an  increase  of 
£17,063  in  the  receipts  of  these  lin«*s,  which,  added 
to  the  increase  oh  the  Metropolita»  lines  of  £9,279 
makes  the  total: increase  £26,342  t>ver  the  corrcs- 
j)onding  wetk  o^  1862. 

The  total  increase  in  the  traffic  from  the  2d  Jan. 
to  the  23d  Aprilj  over  the  corres|Kinding  period  of 
ia52,  amounted  to  £444,924,  or  10.47  per  cent. 
Should  the  prebent  inc.rea.se  continue  during  the 
year,  it  will  amount  to  $1 ,600,000  t»ver  the  receipts 
of  1862.  I  ' 

The  traffic  refcums  of  railways]  in  the  United 
Kingdom  amounted  for  the  week  onding  30th  of 
April  to  £300,854,  aiidforthocorfe»!i|x»nding  period 
of  last  year  to  jt269^924,  showing,  an  increase  of 
£30,930,  or  11*  ber  cent.  The  gross  receipts  for 
the  eight  railways  having  their  termini  at  the  me- 
tropolis amounted  for  the  week  ending  as  above 
to  £134,540,  and  for  the  corresponding  week  of 
last  year  to  £12A,604,  showing  ao  increase  of  £10, 
036,  or  8  per  cebt.  The  increase  on  the  Eastern 
Counties  railwat  amounted  to  £1,284,  on  the  Great 
Northern,  to£2,"fe52,  on  the  Great  Western  to  £678, 
on  the  London  and  Northwestern  to  £3,116,  on 
the  London  and  Blackwall  to  £227,  on  the  Lon- 
don, Brighton  a&d  South  Coast  to  £1,047,  on  the 
London  and  Southwestern  to  £616,  and  on  the 
South  Eastern  £716:'  toUl,  £10,036.  The  receipts 
on  the  other  lines  in  the  Wnited  Kingdom  amount- 
ed to  £166,314,  and  for  the  corre^)onding  period 
of  1852  to  $146,420 ;  showing  an  increase  of  £20,- 
894  in  the  receipts  of  these  lines,  which,  added  to 
the  increase  on  the  metropolitan  lines  of  £10,036, 
makes  the  total  Increase  £30,930  over  the  corres- 
ponding week  of  1862. 

The  total  incriase  in  the  traffic  from  the  2d  Jan- 
uary to  the  30th  April,  over  the  carrespondiog  pe- 
riod of  1852,  amounted  to  £476,864,  or  10.49  per 
cent.  Should  the  present  increase  continue  during 
the  year,  it  will  amount  to  about  £1,600,000  over 
the  receipts  of  lfe62.  ! 


ILAILITAY    TRAFFIC.  ' 


This  week  the 
suits : 


Miles. 
1863  on  6679. 
1862  on  6366. 
1861  on  6363. 


returns  exhibit  Uke  following  re- ; 
The  week's  Rec'ts  p.  mile. 


receipts. 
.  £300,854 
.    269,924 
.    273,296 


per  week. 
£46  0 

42  8 

43  0 
A  comparison  lof  this  weeks  receipts  with  the 

corresponding  flteek  of  1862  shows  an  increase 
of  £30,930,  and  with  the  corresponding  week  of 
1861  an  increase  of  £27,668. 
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The  receipts  per  mile  per  week  show  an  increase 
of  £2  128.  M  compared  with  those  of  1862,  and 
an  increase  of  2/  as  compared  with  those  of  1861. 

The  total  receipts  fVom  the  Ist  January  to  the 
present  time  amount  to  4,996,227/.,  for  the  corres- 
ponding period  of  1862  4,619,373/.,  showing  an  in- 
crease of  476,864  over  the  corresponding  period  of 
1862,  and  an  increase  of  724,504/.,  over  the  same 
period  of  1861. 

The  following  table  shows  the  receipts  per  mile 
per  week  for  the  last  three  years,  and  the  miles 
then  open  of  the  London  railways: 

Receipts  per  mile 
I  I       per  week. 

1862.  1862.  1861. 

London  and  North  Western 89        86      96 

Great  Western j  69        66>^  70>^ 

South  Eastern ]  43        401^49 

London  and  Brighton 67)^    61}^  69'^ 

Eastern  Counties 60         46       44>« 

Great  Northern j  64»^    68*^  41>^ 

London  &  South  Western !  42^    43^  43X1 

London  and  Blackwall 1218^  117>^  184| 

Miles  open 

1863.  1862.     1861. 

London  and  North  Western . .  663>^  639>^  618>^ 

Great  Western 319>^  277       264 

South  Eastern 288^  2881^261 

London  and  Brighton 173)^  173>4  173)^ 

Eastern  Counties 822  322      322 

Great  Northern 283  223::)^  236 

London  and  South  Western . .  263  W  244>^  244>^ 

London  and  Blackwall 6)1        5>|      5>^ 
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Batwdayt  Jiuae  4»  I8B3> 


Jlobtl*  and  Oltto  R«Ur*«d< 

We  invite  attention  to  the  report  of  the  Chief 
Engineer  of  this  road  to  be  found  in  another  col 
umn.     It  presents  with  great  clearness  the  state  of 
the  work  upon  the  line  of  the  road,  and  the  finan- 
cial condition  of  the  company. 

It  will  be  seen  that  the  project  is  making  rapid 
progress.  The  company  in  the  outset  adopted  a 
policy  which  is  now  producing  the  most  satisfacto- 
ry results, — that  of  throwing  the  onus  of  building 
the  road  upon  the  proper  parties,  the  community 
upon  its  line,  and  those  immediately  interested  in 
its  construction.  The  directors  refused  to  give  any 
assurances  that  the  road  could  be  constructed  un- 
less the  local  population  would  prepare  the  road- 
bed for  the  iron.  Satisfactory  guarantees  are  now 
obtained  that  this  will  be  done  upon  the  whole 
route.  In  this  manner  is  a  domestic  interest  exci 
ted  toward  the  project,  which  could  be  c  reated  in 
no  other  manner.  Having  invested  a  large  amount 
of  money  in  the  road,  the  parties  who  have  it  in 
keeping  will  take  good  care  that  it  shall  be  well 
built  and  well  managed.  The  fact  that  the  local 
population  can  contribute  from  their  own  means 
one  half  the  sum  required  for  construction,  is  con- 
clusive evidence  that  the  road  is  needed.  Such  a 
test  would,  we  fear,  prove  fatal  to  many  schemes 
now  urged  upon  the  market. 

The  above  company  are  now  in  a  position,  when 
they  come  before  the  market,  to  obtain  the  high- 
est price  for  their  bonds.  In  the  construction  of 
the  road  nothing  will  be  lost  in  exhorbitant  shares 
or  commissions.  The  road  which  is  one  of  the 
most  promising  enterprises  in  the  country,  will  be 
constructed  at  the  lowest  possible  cost,  and  with 
the  same  good  sense  exercised  in  its  management 
that  has  been  displayed  in  its  construction  it  can- 
not fjwl  to  become  one  of  our  most  productive 
works. 


The  company  are  much  indebted  for  the  fortu- 
nate state  of  their  affairs  to  their  chief  engineer, 
John  Childe,  Esq.,  who  has  not  only  superintended 
most  satisfactorily  the  duties  of  his  appropriate 
department,  but  has  been  largely  consulted  in  re- 
ference to  the  financial  affairs  of  the  company.  To 
enterprises  of  such  magnitude  as  the  Mobile  and 
Ohio  road  the  value  in  their  infancy  of  the  servi- 
ces of  so  experienced  a  person  in  every  thing  re- 
lating to  railway  construction  cannot  be  over  esti- 
mated, and  the  directors  have  shown  their  good 
sense  in  clothing  him  with  extensive  powers. 

lokportaat  Cbanf^c  Im  IiOC«motlTe  Fa«I> 

For  some  time  past,  experiments  have  been  in 
progress  on  the  Baltimore  and  Ohio  railroad,  un- 
der the  direction  of  the  superintendent,  William 
Parker,  Esq.,  with  a  view  of  substituting  the  coke 
of  bituminous  coal  for  wood  in  passenger  engines. 
The  result  of  these  experiments  will  be  of  immense 
interest  to  the  railroads  on  the  Atlantic  seaboard, 
inasmuch  as  our  forests  are  daily  disappearing  to 
supply  the  demands  for  locomotive  use.  The  great 
difficulty  has  been  to  find  a  coal  of  the  proper 
quality  to  produce  coke  adapted  to  the  purpose, 
and  to  instruct  enginemen  in  its  use  in  the  locomo- 
tive. We  are  glad  to  learn  that  the  obstacles  to 
the  success  of  coke  have  been  removed,  and  that 
this  fuel  made  from  Maryland  coal,  is  now  regu- 
larly used  to  make  steam  in  the  engines  drawing 
the  passenger  trains  on  the  high  grades  west  of 
Cumberland,  where  the  Baltimore  and  Ohio  rail- 
road crosses  the  Alleghany  mountains.  The  train 
on  the  first  trial,  consisting  of  three  passenger  cars 
loaded  with  passengers,  with  baggage  car  and  mail 
car  attached,  surmounted  the  grade  of  116  feet  per 
mile,  for  17  miles,  at  an  average  speed  of  seven- 
teen miles  per  hour.  There  was  an  abundance  of 
steam  at  a  pressure  of  96  pounds  per  square  inch. 
Since  the  date  of  the  first  trip,  on  the  16th  inst., 
above  referred  to,  the  coke  fuel  has  alone  been 
used  with  uniform  success  on  the  division  of  the 
road  just  named. 

We  understand  it  is  the  intention  of  the  Balti- 
more and  Ohio  railroad  to  adopt  coke  on  all  the 
passenger  engines  running  upon  the  road,  and  if 
they  do,  as  they  use  the  raw  coal  for  tonnage  trains 
entirely,  wood  will  be  altogether  abandoned,  and 
this  road  will  prove  itself  to  \)e  one  of  the  cheapest 
worked  roads,  so  far  as  fuel  is  concerned,  in  the 
world.  The  cost  of  coke  as  compared  with  wood, 
has  not  been  accurately  ascertained,  but  some  of 
its  friends  who  have  more  particularly  experiment- 
ed upon  it,  claim  a  saving  of  23  to  50  per  ct.  over 
wood.  If  this  holds  true  in  a  district  where  both 
wood  and  coal  are  cheap,  the  result  must  prove 
still  more  satisfactory  whenever  wood  is  at  a  high 
price,  and  the  only  addition  to  the  price  of  coke 
grows  out  of  the  transportation  ; — though  on  all  of 
our  long  roads,  extending  into  the  interior,  there 
will  probably  be  found  a  point  where  the  cost  of 
the  two  kinds  of  fuel  will  be  equal.  As  coke  how- 
over,  makes  no  spark-o,  smoke  or  cinder,  its  tise 
exclusively  on  passenger  trains,  will  greatly  pro- 
mote the  comfort  and  cleanliness  of  the  passen- 
gers. We  hope  that  arrangements  will  soon  be 
made  to  introduce  this  fuel  on  our  most  important 
roads  out  of  N.  York  and  Boston,  We  shall  hail  the 
introduction  of  coke  as  the  commencement  of  a 
new  era  in  the  economy  of  railroad  locomotion, 
and  we  regard  with  no  small  satisfaction  the  fact 
that  the  products  of  our  owq  mines  as  wellas  thoae 


of  England  can  furnish  an  abundant  supply  of  fuel 
BO  every  way  fitter  for  generating  steam  in  passen- 
ger engines  and  at  the  same  time  reduce  the  work- 
ing expenses  of  the  trains. 

We  hope  also  that  the  Baltimore  and  Ohio  rail- 
road company  will  be  amply  repaid  for  their  per- 
severance until  this  gratifying  result  shall  have 
been  attained. 


liovralli 

We  have  a  copy  of  the  statistics  of  the  manu- 
factures of  Lowell  for  the  year  1862,  which  we 
condense  as  follows : 

Number  of  manufacturing  corporations 12 

Number  of  mills 51 

Cotton  consumed  in  1862,  bales 91,660 

Wool  do.  pounds 6,148,000 

Iron*  do.  tons 4,500 

Coal,  anthracite,  do.  tons ....  30,676 

Charcoal,  do.  bushels , 68,350 

Wood,  do.  cords 3,220 

Oil,  whale  and  sperm,  gallons , . .  69,607 

Lard,  do.  gallons 47*000 

Starch,  do.  lbs 1,400,000 

Flour,  do.  barrels 1,565 

Total  capiUl S13,900,000 

ToUl  spindles 342,722 

Total  Looms 10,606 

Females  employed 8,470 

Males  employed 4,163 

Cloth  woven  per  week,  cotton,  yards. . . .  1,460,000 

Do.  Osnaburgs 90,000 

Do.  woolens 27,900 

Do.  carpets 25,000 

Cotton  dyed  and  printed,  yards 706,000 


*  In  machine  shop. 

Average  wages  offemales.clear  of  board,  per 

week $2  00 

Average  wages  of  males,  clear  of  board,  per 

day 80 

Medium   produce  of  a  loom.  No.  14  yam, 

yards  per  day ^ ,.       45 

Medium  produce  of  a  loom,  No.  80  yam, 

yards  per  day 33 

Average  per  spindle,  yards  per  day 1^^ 

The  Middlesex  company  make  use  annually  of 
6,000,000  Tessels,  2,000,000  lbs.  fine  wool,  50,000 
lbs.  glue,  $30,000  worth  of  dye-stuffi,  andS13,000 
worth  of  soap. 

In  addition  to  the  above,  the  Merrimack  manu- 
facturing company  use  1,000,000  pounds  of  Mad- 
der, 30,000  do.,  Copperas,  60,000  do.  Alum  50,000 
do.  Sumac,  40,000  do.  soap,  45,000  do.  indigo,  per 
annum. 

The  Lowell  bleachery  uses  forty  thousand  pounds 
indigo,  and  $26,000  worth  of  other  dying  materials 
per  year. 

Other  manufactures  are  produced  in  the  city 
than  those  specified  above,  of  a  value  of  $1,500,- 
000.  employing  a  capital  of  $400,000,  and  about 
1500  hands. 

There  are  four  banks;  the  Lowell,  capital  two 
hundred  thousand  dollars,  the  Railroad,  capital 
$600,000,  the  Appleton,  capital  $150,090,  thePres- 
cott,  capital  $100,000. 

The  population  of  Lowell  in  1828  was  3,532,  in 
1840  it  was  20,7% :  in  1850 it  was  33,385.  Increase 
in  ten  years;  12,580. 


Rochester  andljake  OnUirlQ  Rallraad. 

The  Rochester  and  Lake  Ontario  railroad,  from 
the  city  of  Rochester  to  Charlotte,  at  the  mouth 
of  the  Qennessee  river  has  been  completed.  The 
road  is  about  eight  miles  long,  and  it  passes  thro' 
a  country  at  a  distance  of  about  a  mile  trova  the 
river,  until  it  reaches  a  point  of  deflection  toward 
the  village  of  Charlotte,  when  it  runs  along  within 
sight  of  the  Genessee,  and  passes  under  the  bridge 
of  the  Charlotte  plank  road.  The  track  of  the 
Lockport  road  is  used  for  about  a  mile  and  a-half. 
The  road  has  been  leased  to  the  Niagara  Falls 
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company,  and  will  be  conducted  by  the  same  man- 
agement. 

Al«xandrl»,  Ta.,  and  lU  Knterprla*. 

Being  in  Alexandria  last  week,  I  had  an  oppor- 
tunity of  witnessing  the  activity  which  railways 
are  almost  everywhere  infusing,  into  the  direction 
of  capital.  This  city,  now  numbering  eleven  thou- 
sand inhabitants,  has  three  railroad  enterprises  in 
progress,  and  in  various  stages  of  completion. — 
The  Manassa  Gap  railroad,  and  the  Orange  and 
Alexandria  railroad,  each  about  ninety  miles  in 
length,  will  soon  place  Alexandria  in  communica- 
tion with  the  agricultural  and  mineral  region  of 
Central  and  Northern  Virginia.  The  Alexandria, 
Loadoun  and  Hampshire  railroad  is  a  recent  en- 
terprise, projected  towards  the  Cumberland  coal 
region,  and  promises  to  reduce  the  cost  of  coal, 
tipon  delivery  at  navigation,  50  cents  to  $1  on 
a  ton.  Freight  is  as  low  from  Alexandria  as 
from  Baltimore,  and  vessels  of  1,200  tons  can  lie 
at  the  former  port  and  ship  their  freights  at  any 
season. 

Among  the  local  matters  pertaining  to  this  city, 
it  has  been  lighted,  for  some  time,  with  gas,  and 
a  plan  is  agitated  for  a  short  railroad  to  connect 
the  city  with  the  Baltimore  track  at  Washing- 
ton. 

TRe  growing  establishment  of  Smith  &  Perkins, 
is  also  located  here.  They  have  been  engaged  for 
little  more  than  two  years  in  building  locomotives, 
marine  engines  and  cars — iOO  of  the  latter  having 
been  made.  This  firm  are  making  extensive  im- 
provements, to  enable  them  to  complete  and  de- 
liver three  first-class  locomotive  engines  per  month. 
They  will  occupy  three  acres  of  ground,  including 
a  foundary  of  the  best  arrangement,  and  having 
a  furnace  expressly  for  casting  chilled  wheels.  A 
large  steam  hammer  is  in  use,  under  which  they 
work  all  their  heavy  forgings  from  the  best  Amer- 
ican stock.  They  are  now  building  a  very  beauti- 
ful and  highly  finished  engine  of  forty  horse  pow- 
er to  propel  their  additional  machinery.  Vessels 
of  the  largest  class  can  load  directly  at  this  wharf. 
Their  heaviest  orders  have  been  from  the  Manassa 
Gap,  Baltimore  and  Ohio,  Penn.  Central,  and  Hud- 
son river  railroads,  for  the  last  of  which  they  are 
they  are  now  completing  some  very  superior  coal 
burning  engines.  To  Mr.  Perkins  belongs  the  cre- 
dit of  the  iLtroduction  of  two  of  the  best  improve- 
ments upon  locomotives.  We  allude  to  the  slip 
tire  and  the  heater.  The  former,  always  eflScient 
and  durable,  has  effected  an  unparalleled  saving 
in  the  repairs  of  the  heavy  engines  on  the  Bait, 
and  Ohio  railroad ;  the  latter,  simple  and  eflective, 
tends  to  a  very  material  saving  in  the  fuel  for  lo- 
comotives. Both  of  these  improvements  are  adapt- 
ed to  nearly  every  class  of  engines  in  all  parts  of 
the  country.  Our  mechanics  will  find  this  estab- 
lishment worthy  of  their  notice.  The  shop  is  now 
in  want  of  good  hands,  and  will  pay  the  best  wages 
to  such  as  can  do  first-class  work. 

;;  ZERAH"Cor.BI7RN. 

Delaware,  Lackawanna  and  'Weatern  Rail- 
road, 

The  lettings  on  this  roaui  are  postponed  to  June 
16th.  The  capital  stock  ($1,600,000)  is  fully  sub- 
scribed. The  contracts  will  be  let  in  small  sections, 
and  all  payments  made  in  cash ;  offering  an  inviting 
field  for  contractors  of  all  kinds.  All  applications 
for  contracts  must  be  made  at  the  Company's  Of- 
fice, in  this  city. 


OrandTmak  Rallwajrof  Canada. 

We  notice  that  the  stock  of  the  "Canadian  Grand 
Trunk"  is  quoted^t  a  premium  of  from  one  to  two 
per  cent.,  in  our  recent  English  exchanges.  The 
scheme  has  become  a  leading  project  on  the  Stock 
Exchange. 

Extracts  from  their  leading  Railway  journal,  giv- 
en below,  show  the  estimation  of  this  enterprise  in. 
England. 

"Canadian  Railways. — The  Canadian  Govern- 
ment, it  is  understood,  will  insist  on  either  an 
amalgation  or  a  '  federsJ  union'  of  all  the  trunk 
lines  to  which  the  Government  aid  and  protection 
are  afforded ;  and  they  will,  moreover,  not  extend 
such  aid  to  railway  Companies  that  cannot,  under 
existing  circumstances,  fulfil  the  prospects  held 
out  to  British  capitalists.  The  Government  ofCa- 
nada  requires  all  the  railways  to  be  constructed  with 
a  five  feet  six  inch  gauge,  and  to  be,  in  every  re- 
spect, equal  to  the  very  best  lines  in  England.  The 
Montreal  and  Toronto,  345  miles,  is  contracted  for 
complete,  with  stations,  sideings,  engines,  and 
plant,  for  a  single  line,  at  £7,600  per  mile  ;  this  in- 
cludes a  tubular  bridge  over  the  Ottawa,  a  mile 
long.  The  Quebec  and  Richmond,  100  miles,  with 
a  deep  water  wharf,  22  feet  at  low  water;. at  Que- 
bec, at  £6,500  per  mile.  The  St.  Lawrence  and 
Atlantic,  at  £6,500  per  mile,  extending  to  Rich- 
mond and  Sherbrooke,  and  thence  joining  the  At- 
lantic railw.-iy  to  Portland,  admitted  to  the  tinest 
harbor  in  the  United  States,  with  160  acres  of  land 
adjacent  to  the  deep  water  wharfs  belonging  to  the 
railway  company.  The  working  expenses  of  the 
primitively  constructed  United  States  railways  are 
about  45  per  cent  on  the  opening  traffic.  The  ex- 
pense of  the  Canadian  lines,  constructed  on  the 
more  solid  basis  of  English  railways,  is  calculated 
not  to  amount  to  35  per  cent — the  receipts  on  op- 
ening are  not  taken  at  more  than  £20  per  mile  per 
week — but  £36  per  mile  per  week  is  shown  on 
on  those  in  actual  operation  for  the  first  year,  when 
it  was  predicted  by  those  interested  in  steam  nav- 
igation, that  no  traffic  existed. — Herapath. 
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I^Mr.  C.  P.  RoNEY,  late  SecreUry  of  the  Dub- 
lin Industrial  Exhibition,  an  experinced  manager 
of  railways,  has  been  appointed  Secretary  and 
Manager  of  the  Grand  Trunk  Railway  of  Canar 
da. 

We  understand  that  this  gentleman  is  expect- 
ed to  arrive  in  America,  to  take  charge  of  the  rail- 
way on  this  continent,  at  an  early  day. 

We  copy  the  following  notice  of  Mr.  Roney  drawn 
forth  by  the  announcement  of  his  recent  engage- 
ment in  America : 

"Mr.  C.  P.  Roney. — Concerning  his  tourist  traf- 
fic arrangements,  and,  indeed,  his  perfect  system 
of  "through  booking"  generally,  it  was  truly  said 
by  a cotemjiorary  that  "he  did  more  in  one  year 
to  cement  a  friendship  between  the  two  countries, 
and  to  raise  friendly  commercial  relations  between 
our  manufacturers  here  and  those  on  the  other 
side  of  the  channel,  than  all  our  legislation  during 
the  previous  half  century,'  and  thefore  we  feel 
that  his  loss,  though  a  general  one,  will  be  partic- 
ularly felt  by  our  commercial  interests,  which  now 
especially  so  much  needed  his  guiding  spirit. — Exr- 
from  'Saunder's  Neics  LeUer." 


My«^'*  Paw  FralvM  Car. 

We  gave,  a  wfck  or  two  since,  a  brief  desoip- 
tion  of  a  car  recfently  invented  by  Mr.  C.  T.  .Myer 
of  Philadelphia,!  for  the  transportation  of  coaJ  K^ 
articles  of  a  similar  character.  It  is  simply  a  cjl- 
indcT,  of  imiforiti  d'laimmter,  the  <■«*/.<;  of  which  are 
formed  by  the  \^heels.  The  motjon  of  this  cylin- 
der throws  its  l^ad  {^gainst  the  riuif ;  and  at  a  speed 
of  eight  miles  aii  hour,  the  centrifugal  force  im- 
parted to  the  lojui,  preserves  it  in  the  same  posi- 
tion, and  relieve^  it  entirely  from  ^ny  jar.  As  the 
rim  of  the  cylinder  is,  in  fact,  tbt  axJe,  the  only 
friction  encountfcred  is  the  bearing  upon  the  jour- 
nals, of  a  slight  wooden  frame  work,  neceseary  for 
connecting  the  <^r8.  I  ! 

By  this  invcniion,  friction,  whiqh  is  inseparable 
from  all  motionj  is  reduced  to  thei  lowest  possible 
limit.  By  transferring  the  load  direcHy  to  the 
wheels,  some  ofihe  most  fruitful  cafises  of  accidents 
are  avoirJcd  .  add  axles,  boxes,  springs,  etc.,  etc., 
are  dispensed  wtth.  By  bringing  the  load  nearer 
the  ground,  the  [wear  and  tear  of  t^ie  track  is  much 
reduced.  Thejload,,  too,  is  transported  in  much 
better  conditionl  as,  we  have  the  teftimoney  of  com- 
petent persons.  [ 

The  idea  of  tftis  car  is  a  most  ingenious  one.  It 
appfies  thc~natiA"al  laws  ot  motion  a1ino.st  in  their 
original  .simplicity,  lb  the  movcnu'iit  of  ordinary 
freiglu.  Wi'  cimraciid  the  invention  to  the  con- 
sideration  of  co^l  companies  in  liarticular.  We 
have  several  ceijtificates,  showing  the  results  of  ex- 
periments alreaiy  made,  which  we  shall  give  in 
our  next  number.  Further  information  can  l>e 
had  by  application  to  the  inventor,  C.  Thiers  Myt 
ers,  33  Walnut  ^reet,  Philadelphia. 

Colnnkbna,  I*lqna  and  Indiana  Railroad. 

The  bonds  of  )tbis  company,  beiBg_^r.<!/  mortgage, 
amounting  to  oitly  S600,000  on  102  miles  of  road, 
are  to  be  sold  at  auction  by  Mr.  p|-aper  next  week. 
The  security  foi  these  bonds  isunbucstioned.  One 
division  of  the  r  oad  18  nearly  rea^y  for  opening, 
and  the  company  h*vc  sufficient  means  to  carry 
vigorously  forwird  the  whole  line  t<>  an  early  com- 
pletion. The  c^st  of  the  road  wju  exceed  thrice 
the  amount  of  ihe  first  bonds.  I'he  country  tra- 
versed is  one  oflthe  best  sections  of  Ohio.  The 
connections  to  lie  formed  by  the  above  road  are 
verj'  favorable.  \  Under  such  circumstances  the 
bonds  should,  aid  undoubtedly  will,  command  a 
high  price. 


Alayavllle  and  Itexlngtvn  Railroad. 

The  third  annual  meeting  of  tin-  stockholders  of 
the  Maysville  and  Lexington  railroad  company, 
was  held  in  the  Council  Chamber  on  Tuesday  last, 
May  3,  1863,  for  the  election  of  directors  and  re- 
ceiving the  annual  report  of  the  board. 

The  vote  for  a  new  board  of  din'ctors  was  unan- 
imous, 17,373  shares  of  stock  being  voted,  for  the 
following  persons:  A.  M.  January,  C.  Shultz,Wm. 
Nunn,  F.  T.  Hord,  Robert  A.  Cochran,  and 
Samuel  B.  PoynU. 


Tb  e  8«ntk- V«*tiem  4t  Hnse^C**  R« 

The  Branch  bf  the  South-western  road,  from 
Fort  Valley  to  it^  junction  with  the  Muscogee  road, 
is  completed,  and  the  cars  are  now  running  from 
Macon  to  Columbia  without  intermptlon. 

> — ; — ^ -T  ,    I 

_^  Tlrctnia.        \  ■ 

Metropolitan  ttaUroad. — The  stock  subscription 
books  of  the  Metropolitan  railroiid  company, — 
whose  road  is  to  mn.  from  Frederick  to  Washing- 
ton city — are  to  be  opened  on  the  6th  June,  I 
Akxandria,  I^udmi  and  Hamp^i re  Railroad. — 
The  l»oard  of  |>ubRc  Works  of  Vii^nia  on  Sat- 
urday last,  mad*  theSute  subscri|)tion  of  S60,000 
to  organize  the  Alexandria,  Loudon  and  Hamp- 
shire railroad  cdmpafiy. 


T*nnca«««. 

Memphis  and  fJllli  Ruck  RailroAd. — The  people 
of  Memphis  ha4e  voted  in  favor  of  a  subscription 
of  3350,000  to  the  stock  of  the  Memphis  and  Lit- 
tie  Rock  railroaft. 

if 
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Mllwaakee  »nd  VUslMtppl  Raklroad. 

We  hare  been  favored  with  a  copy  of  the  sub- 
joined letter,  from  the  Chief  Engineer  of  the  above 
Company  to  the  Directors,  showing  the  progress 
which  this  important  work  has  already  made,  and 
the  arrangements  that  have  ah^ady  been  entered 
into  for  its  further  extension  west.  The  road  has 
reached  that  portion  of  the  State  from  which  a 
large  business  was  expected,  and  we  learn  that  its 
earnings  exceed  the  amount  anticipated,  or  even 
claimed  for  it  by  its  friends,  averaging  daily  from 
S600  to  800,  and  promising  to  make  the  stock  in 
the  road  one  of  the  most  productive  in  the  west. — 
The  work  of  constraction  is  to  bo  pushed  on  vig- 
orously till  the  Mississippi  is  reached. 

The  general  importance  of  this  project  as  well  as 
its  business  prospects  have  been  much  increased 
by  the  recent  movement  in  Canada  and  the  state 
of  Michigan,  which  have  rendered  certain  the  con- 
struction, at  an  early  day,  of  a  railroad  from  Grand 
Haven,  a  port  on  Lake  Michigan,  opposite  Mil- 
waukee, directly  east  to  BufilHlo,  Montreal,  and 
other  eastern  cities,  with  a  line  of  .steamers  on 
Lake  Michigan  whicli  can  be  crossed  in  3  hours. 
The  traveller  to  the  north-west,  who  is  now  com- 
pelled to  make  a  long  detour  by  way  of  thenorth- 
em  shores  of  lakes  Erie  and  Michigan,  will  be  en- 
abled to  pursue-a  direcUcourse,-  saving  botti^timc 
and  money  on  hi.s  journey.  The  Milwaukee  and 
Mississippi  road,  in  connection  with  the  Michigan 
line,  is  in  fact  the  prolongation  west  of  the  Grand 
Trunk  of  Canada,  and  the  C«ntral  New  York 
lines. 

We  also  give  in  the  same  connection  the  report 
of  the  committee  appointed  for  the  citizens  of  Mil- 
waukee, to  attend  the  recent  railroad  convention 
held  at  Port  Huron. 

I       MUwaukee,  May  23,  1853. 
John  Catlin,  Esq,., 

Pres.  of  the  M.  &  M.  R.  R.  Co. 

Dear  Sir  : — The  contract  for  the  extension  of 
our  road  from  Rock  River,  in  the  town  of  Fulton, 
to  Madison,  the  capital  of  our  State,  was  executed 
on  the  4th  of  April  last.  The  Contractors  are 
Messrs.  Cooke  and  Sherwin,  who  are  energetic  and 
abundantly  able  to  press  forward  the  work  to 
completion  by  the  time  required  in  the  contract, 
viz :  to  Stroughton  by  September  1st.,  and  to  Ma- 
dison by  January  1,  '64.  The  former  point  is  86 
miles  from  Milwaukee,  and  the  latter  98.  Already 
nearly  every  section  has  been  commenced,  and 
arrangements  have  been  made  which  will  insure 
the  completion  of  the  road  according  to  the  con- 
tract. 

The  contract  requies  a  first-class  road,  equal  in 
all  respects  to  that  which  has  been  constructed 
during  the  past  year,  which  I  regard  as  not  sur- 
passed by  any  road  in  the  United  States.  We  have 
a  most  superior  quality  of  ballast,  and  the  ties  are 
of  white  oak,  placed  on  an  average  of  2  feet  from 
centre  to  centre.  , 

The  embankments  and  excavations  are  all  light, 
and  of  a  material  not  liable  to  slides  or  to  be  in- 
jured by  heavy  rains. 

The  road  is  in  all  respects  free  from  the  casual- 
ties which  befall  those  constructed  in  less  level 
countries,  and  along  rapid  streams  and  through 
narrow  vallies. 

It  may  therefore  be  said  with  safety  thi^  the 
annual  expense  of  keeping  the  road  in  repair  will  be 
of  the  smallest  character.    Owing  to  the  favorable 

■        '  ,        J  ■      ■ 


character  of  the  grades  and  curves,  the  expenses  of]  road,  1,112  miles  long,  involving  an  expenditure  of 


operating    the   road    wfll  also  be  comparatively 

light.  "      ■■'^ 

We  have  now  70  miles  of  the  road  in  operation, 
on  which  we  have  been  running  since  January  10, 
1863.     Portions  of  this  are  not  yet  ftilly  ftilly  bal- 
lasted, but  will  be  in  the 
months. 
\  The  business  of  the  road  now  g^ves  an  earnest 


and  a  sure  guarantee  that  it  will  give  an  ample  re- 
turn on  the  investment. 

We  have  just  now  reached  a  distance  from  the 
Lake  where  we  can  command  the  entire  business, 
but  as  we  did  not  until  too  late  for  the  last  year's 
business,  we  have  not  yet  given  the  road  a  fair  op- 
portunity of  showing  the  business  which  will  come 
upon  it. 

As  wc  advance  the  business  will  increase,  and 
the  road  will  draw  it  from  a  wider  and  a  more  ex- 
tended section,  which  by  passing  a  greater  dis- 
tance on  the  road,  will  not  only  swell  the  receipts 
by  reason  of  an  additional  price  i>er  ton,  but  the 
quantity  will  also  be  greatly  enlarged. 

The  remaining  distance  from  Madison  to  the 
Mississippi  river,  of  about  one  hundred  miles,  is 
the  most  favorable  route  for  a  railroad  I  have  ever 
passed  over  for  the  same  distance. 

As  a  whole,  I  regard  the  route  from  Milwaukee 
to  the  Mississippi  river  the  most  favorable  in  point 
of  expense  of  construction  and  respect  to  grades 
and  curves,  that  can  be  found  north  of  the  project- 
ed "Air  Line,"  from  Chicago  to  Savannah. 

It  is  a  route  so  situated,  in  respect  to  the 
physical  formation  of  the  country,  that  a  compe- 
ting line  need  not  be  apprehended. 

The  roads  projected  from  Chicago  into  this  State 
cannot,  in  mv  opinion,  injure  this  road ;  they  will  at 
least  bring  to  it  as  much  they  can  take  from  it. 

The  position  which  we  shall  occupy  on  the  Mis- 
sissippi river  being  equal  to  at  least  eighteen  hours 
time  above  any  other  road  leading  to  Lake  Michi- 
gan, will  give  us  decidedly  the  advantage  for  the 
upper  Mississippi  business.  This  circumstance 
added  to  the  certainty  of  having  the  road  con- 
structed across  the  state  of  Michigan  from  the 
mout^of  Grand  river  to  Port  Huron  and  to  De- 
troit, which  will  save  at  least  170  miles  in  passing 
from  the  Mississippi  river  to  the  eastern  ports,  can 
not  fail  to  give  the  Millwaukie  and  Mississippi 
road  a  commanding  positien,  and  render  the  stock 
among  the  north  productive. 

Yours  very  respectfully, 
Edwaro  H.  Brodhead,  Chief  Engineer. 

Report  of  Delecates  to  the  Port  Haron  Con- 
vention, n»«de  to  the  Board  of  Trade  llajr 
10th, 1853. 

The  undersigned,  delegates  appointed  by  the 
Board  of  Trade  to  attend  the  Railroad  Convention 
at  Port  Huron,  beg  leave  to  report: 

That  owing  to  a  detention  on  the  Michigan  Cen- 
tral railroad,  we  were  unable  to  reach  Port  Huron 
prior  to  the  adjournment  of  the  Convention  ;  that 
we  met  a  large  number  of  the  delegates  to  that 
Convention — including  some  of  the  directors  of  the 
Port  Huron  and  Grand  Haven  railroad — on  their 
return  from  Port  Huron,  and  had  a  conference 
with  them  at  Detroit ;  that  the  managers  of  the 
road  informed  us  that  arrangements  had  just  been 
entered  into,  at  Quebec,  by  which  a  majority  of 
the  stock  of  the  road  was  to  Im;  assigned  to  Eng- 
lish capitalists,  who  were  to  furnish  tiie  capital  for 
its  construction,  in  continuation  of  the  Grand  Trunk 
railway,  from  Trois  Pistolles,  throiij;h  the  chief 
cities  of  Canada,  to  Port  .Sarnin;  ili;';   »1U  Trunk 


some  fifty  millions  of  dollars,  and  forming  thegreat 
highway  of  the  northern  travel  to  Europe  by  the 
ocean  steamships,  has  been  undertaken  by  the 
English  and  Colonial  Governments,  and  the  means 
for  its  completion  mainly  provided ;  that,  in  con- 
nection with  this  Trunk  road  and  its  extension  to 
course  of  a  couple  of  CIr*"<i  Haven,  the  Branch  road  from  Port  Sarnia 

to  London — a  line  of  59  miles — is  to  be  built,  thus 
insuring  a  connection,  by  a  direct  route,  with  the 
Great  Western  road,  through  Canada  to  Niagara 
Falls,  and  by  the  Brantford  Branch  road  to  Bufia- 
lo,  Albany,  Boston  and  New  York.  In  the  early 
construction  of  these  roads,  Milwaukee  has  a  deep 
interest. 

We  also  had  two  conferences  with  the  pnncipal 
Directors  and  friends  of  the  Oakland  and  Ottawa 
railroad  company — including  some  of  the  most 
wealthy  influential  citizens  and  business  men  of 
Detroit — and  found  tliem  thoroughly  aroused  to  the 
importance  of  pushing  forward  their  road  speedily 
to  Grand  Haven,  in  order  to  secure  the  trade  of 
the  rich  valley  of  Grand  River,  as  well  as  of  Wis- 
consin and  the  north-west,  and  to  prevent  trade 
and  travel  from  passing  south  of  Detroit,  by  the 


south  shores  of  Lakes  Michigan  and  Erie.  They 
seemed  to  be  well  aware  of  the  fact,  so  long  over- 
looked by  the  business  men  of  Detroit,  that  the 
interests  of  that  city  and  of  Milwaukee  are  identi- 
cal, and  would  be  mutually  promoted  by  a  railway 
to  Grand  Haven. 

From  the  officers  of  the  Oakland  and  Ottawa 
railroad  we  learn  the  following  facts  : 

The  distance  from  Detroit  to  Grand  Haven,  by 
their  road,  is  188  miles.  Twenty-five  miles  of  this 
road — from  Detroit  to  Pontiac — is  already  built 
in  the  most  substantial  manner,  and  is  now  in  op- 
eration, leaving  but  163  miles  to  be  built.  The 
line  of  the  road  is  direct,  of  easy  grades,  running 
through  the  most  fertile  portion  of  the  State,  and 
the  people  throughout  its  entire  length  are  anxi- 
ous to  have  it  speedily  constructed.  It  has  alrea- 
dy been  surveyed  and  the  profiles  and  estimates 
made,  as  far  as  Grand  Rapids,  and  the  whole  road 
will  be  put  under  contract  this  month. 

Responsible  persons  have  offered  to  construct 
and  equip  the  road  complete  within  20  months,  on 
terms  most  favorable  to  the  Company,  and  entire- 
ly within  their  means ;  to  put  powerful  boats  on 
Lake  Michigan,  which  they  yi'iW  suaranlec  will  run 
from  Milwauke  to  Grand  Haven  at  least  336  days 
in  the  year  ;  and  to  carry  passengers  from  Detroit 
to  Milwaukee,  or  from  Milwaukee  to  Detroit,  in 
ten  hours,  at  six  dollars  each.  This  is  in  one  hour's 
less  time  and  at  a  dollar's  less  cost  than  the  pas- 
sengers are  now  carried  by  the  swiftest  railroad 
train  from  Detroit  to  Chicago.  And  if  the  present 
rates  of  fares  on  the  lines  of  railway  south  of  Lake 
Michigan  are  reduced,  the  Oakland  and  Ottawa 
company  will  reduce  their  price,  in  like  propor- 
tion. 

We  have  no  reason  to  doubt  that  this  road  will 
be  built  within  the  stipulated  time  of  20  months. 
The  interests  of  the  company,  of  Detroit,  and  of 
the  region  of  country  through  which  it  passes — 
all  jeoparded  by  longer  delay — will  insure  its  spee- 
dy construction.  By  the  first  of  November  next, 
the  Great  Western  railway  company  through  Can- 
ada will  be  completed  to  Windsor,  opposite  De- 
troit, and  will  pour  an  immense  tide  of  travel  into 
that  city.  Thi^  reduces  the  distance  from  Milwau- 
kee to  Buffalo,  by  the  Pontiac  and  Oakland  and 
Ottawa  roads  to  five  hundred  and  fifty  miles. 

Whoever  will  take  up  a  map  and  examine  the 
routes  of  the  Grand  Trunk  road  from  Port  Saraia 
to  Trois  Pistolles,  of  the  Great  Western  road  from 
Detroit  to  Niagara  Falls  and  Bufialo,  and  of  the 
New  York  consolidated  road,  and  of  tlie  roads 
leading  from  it  southerly  to  New  York,  and  easter- 
ly and  northerly  through  New  England,  and  reflect 
that  overoTte  hvndred  millions  of  dollars  of  capital 
are  invested  in  these  roads,  and  that  the  Grand 
Haven  road  will  Xte  a  gi-eat  feeder  to  these  roads, 
draining  the  heart  of  the  gi-eat  north-west,  and 
pouring  through  those  channels,  both  eastward  and 
westward,  the  trade  of  Wisconsin,  part  of  the  North- 
ern Illinois,  Northern  Iowa,  Minnesota,  and  the 
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country  north  and  west  of  this,  cannot  for  a  mo- 
ment donbt  that  the  Grand  HaTen  road  will  be  one 
of  the  best  payiog;  roads  in  this  country,  and  that 
its  revenue  will  increase  rapidly,  year  ailer  year, 
with  the  ever-increasing  enterprise,  population  and 
resources  of  the  Great  West. 

In  conclusion,  we  can  but  express  the  firm  con- 
viction, which  our  visit  to  Detroit  has  strengthened, 
that  a  brighter  day  has  dawned  for  Milwaukee.  It 
only  remains  for  Milwaukee  to  redeem  the  pledge 
which  we  made  in  tiieir  behalf,  at  Detroit,  and 
push  forward  unitedly  and  speedily  her  roads  to 
the  West  and  North,  and  a  prosperous  future  awaits 
her.  ,  The|prize  of  commercial  enterprise,  wealth, 
and  power,  is  now  witJbin  her  reach,  and  she  has 
but  to  stretch  forth  her  hands  to  grasp  it.  We  are 
on  the  same  parallel  with  Buffalo,  Albany  and 
Boston,  and  the  great  northern  thoroughfares  of 
travel,  sweeping  the  circuit  of  New  York,  New 
England  and  the  British  Provinces,  and  convei^- 
ing  to  a  point  on  Grand  Haven,  opposite  Milwau- 
kee. In  a  few  years  Milwaukee  will  be  put  mid- 
way between  the  populous  east  and  the  peopled 
west,  on  this  side  of  the  Rocky  Mountains,  and 
she  may,  if  she  now  improves  her  natural  position, 
become  the  great  outlet  and  inlet,  the  entrepot 
and  depot  for  this  great  and  rapidly  increasing 
trade  and  travel. 

J.  H.  Tweedy,  L.  W.  Weeks,  J.  S.  Brown,  J.  L 
Bean,  S.  B.  Grant,  S.  M.   Booth,  J.  H.  Rogers,  T. 
Shepard,  Byron  Kilbum. 

Canadian  RaUwrays* 

Hamilton  and  Toronto  Railway. — On  Tuesday, 
May  10th,  a  meeting  of  shareholders  was  held  in 
London,  Mr.  8.  Laing,  M.  P.,  in  the  chair.  The 
chairman  stated  to  the  meeting  the  reasons  for 
which  the  Great  Western  of  Canada  Company  had 
considered  it  of  importance  to  anticipate  any  oth- 
er company  in  obtaining  possession  of  this  line. — 
He  referred  to  statistics  showing  the  rapid  growth 
and  wide  development  of  Hamilton  and  Toronto, 
which  he  described  as  the  Glasgow  and  Edinburg 
of  the  colony.  A  bill  had  already  passed  the  Ca- 
nadian Legislature,  and  arrangements  had  been 
made  with  an  eminent  English  contractor  for  the 
completion  of  the  line  at  an  estimated  cost  of  £328- 
000  ;  whilst  it  was  proposed  that  the  Hamilton  and 
Toronto  railway  shall  be  leased  to  the  Great  West- 
em  railway  company  at  a  rent  equal  to  6  per  cent, 
with  participation  in  any  dividend  beyond  that 
amount  piud  to  the  Great  Western  Company.  Mr, 
Laing  concluded  by  observing  that  it  was  thought 
desirable  that  a  railway,  which  was  the  natural 
ally  of  the  Great  Western,  should  b«  in  the  posses- 
sion of  the  proprietors  of  the  latter  company  rath- 
er than  become  the  property  of  the  promoter  of 
any  other  undertaking.  He  therefore  moved  a 
resolution  that  the  arrangement  proposed  by  the 
Great  Western  Company  be  approved.  The  motion 
was  seconded  and  carried  unanimously.  Resolu- 
tions were  then  submitted  and  adopted,  depreca- 
ting the  formation  of  unnecessary  competing  lines, 
adopting  the  arrangement  entered  into  with  the 
Grand  Trunk  railway,  and  declaring  the  readiness 
of  the  shareholders  to  support  the  Directors  in 
carr3ring  out  the  Samia  Branch,  as  originally  in- 
tended. Other  resolutions  of  a  formal  nature 
having  been  agreed  to,  the  business  terminated. 

Great  Western  Railway. — A  special  meeting  of 
the  English  shareholders  in  this  Company  was  held 
on  Tuesday,  May  10th,  in  London,  to  consider  cer- 
tain important  arrangements  entered  into  provis- 
ionally with  the  Grand  Trunk  of  Canada  and  the 
Hamilton  and  Toronto  railway  companies ;  Mr.  S. 
Laing,  M.  P.,  in  the  chair. 

The  chairman  entered  into  an  explanation  of  the 
arrancement  which  had  been  entered  into  between 
the  Great  Western  and  Grand  Trunk  railway  com- 
panies, with  a  view  to  avoid  competition,  to  facil- 
itate the  interests  of  traffic,  and  to  make  common 
cause  in  resisting  any  extension  of  the  ruinous  po- 
licy of  railway  extension  in  Canada.  He  then  de- 
scribed, on  a  map  of  Canada,  the  various  compet- 
ing schemes  that  had  been  proposed,  and  the  ne- 
cessity there  was  for  establishing  an  amicable 
undentaQdio^  with  the  GraDd  Tnmk  railway  Co. 


for  the  mutual  protection  of  their  interests.  The 
length  of  the  Grand  Trunk  line  was  1,000  miles, 
and  that  of  the  Great  Western  240  miles,  involving 
1,800  miles  of  railway.  The  agreement  was  final- 
ly settled  between  the  two  companies,  and  ratified 
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there  were  2,6l89  schools  in  V^r  Canada,  and 
109,112  scholars,  and  in  1850  3,059  schools,  and 
161,891  scholaifl,  out  of  a  population  of  900,000. 
This  was  a  lar^  proportion,  and  gtbout  double  that 
in  the  United  Btates.  There  were  all  the  elements 


by  the  Grand  Trunk  railway  company  on  the  3rd  !  of  a  great  and  (increasing  traffic  In  Canada.      The 

population  of  llie  district  through  which  the  Great 
Western  line  pas-sed  was  259,978,  and  the  assesur 
ble  value  of  property  14,649,106/.,  and  the  popu- 
lation at  variots  places  on  the  li|ie  was  continual- 
ly increasing.  !  The  through  tra^c  would  be  very 
considerable,  As  that  conveyed  o*'er  Lake  Erie  in 
a  direction  parallel  to  their  line  "was  estimated  at 
40,000,000/.  [rhe  traffic  on  the  Central  Michigan 
railway,  245  niiles  in  length,  am<)unted  in  1852  to 
268,000/,  the  ipenses  to  101,18^,  and  the  profits 
to  167,636/,  orfl4  per  cent.  Thje  New  York  and 
Erie  railroad,  #64  miles  in  lengti,  had  cost  13,000< 
per  mile,  and  the  net  earnings  wpre  equal  to  15  pr. 
cent.  The  Greftt  Western  line  would  form  the  link 
between  those  Qines,  and  would  cost  but  7 ,000/  per 
mile  for  a  single  line.  The  averige  cost  of  lines  iu 
the  SUte  of  N^w  York  was  at  the  rate  of  9,176/ 
per  mile  for  a  Mngle  track.  Th«  Editor  of  a  New 
York  paper  hat:  estimated  the  co»>t  of  their  line  at 
2,000,000/,  and  the  dividend  at  15  per  cent ;  but 
as  a  large  amdunt  of  the  capital  would  be  id  six 
per  cent  bondf ,  he  estimated  the  dividend  at  1*4 
per  cent.  (L4ngbter.)  He  (the  chairman)  was 
not  dispo^ied  tb  go  so  far,  but  he  thought  it  quite 
as  probable  that  they  would  have  16  or  20  per  ct. 
in  Canada  as  $  or  6  per  cent  on  ti  railway  iti  Eng- 
land. He  conblided  bv  movinf  a  series  of  resolu- 
tions,  to  the  e0ect  nat  any  extension  of  the  prin- 
ciples of  com{^tion  (which  had keeni^tended  with 
such  disastrous  results  in  England)  to  railways  in 
Canada,  would  be  impolitic  and  unfair  to  those 
who  had  invented  their  money  on  the  faith  of  ex- 
isting acts  of  |the  Legislature ;  approving  of  the 
agreement  wi^h  the  Grand  Trunk  railway  company 
and  recommetiding  the  directors  to  ratify  tho  saraej 
approving  of  Ihe  measure  for  leasing  the  Hamilton 
and  Toronto  nailway  ;  authorising  the  directors  to 
proceed  with  the  Sarnia  Branch ;  and  thanking  Mr. 
Harris,  the  president,  and  the  other  gentlemen 
who  conducted  the  negotiations  with  the  Grand 
Trunk  railway  company. 

Mr.  Schuster  sajid,  the  public  were  always  bet- 
ter served  at  places  where  therfc  was  no  competi- 
tion. 

After  some  observations  froq»  Mr.  Foster,  Mr. 
Masterman,  abd  other  proprietors,  the  resolutions 
were  passed  tnanimously. 

The  proceedings  concluded  with  a  cordial  vote 
of  thanks  to  the  chairman.         |  .    j 

Michigan. 

Michigan  SoulAcrn  and  Indi/ina  Northern  Rail- 
road.— The  Michigan  Southern  und  Northern  Indi- 
ana railroad  are  running  three  diuly  trains  between 
Toledo  and  Honroe  and  Chicago.  The  Lightning 
Express  will  knake  the  time  in,-  8^^  hours — thus 
taking  passengers  from  Chicago  to  Bmffalo,  all  the 
way  by  railroltd,  in  about  18  to  20  hours — and  by 
railroad  and  ttie  lake  in  22  to  ;24  hours,  and  per- 
forming the  distance  from  Cbic^o  to  New  York  in 
32  or  36  houik.    .  i  *    , 


of  May,  1853.  It  stipulated  the  co-operation  of 
both  companies  to  prevent  injurious  competition, 
the  adoption  of  through  booking  to  all  places  on 
the  lines,  charges  to  be  in  proportion  to  mileage, 
the  Grand  Trunk  to  run  trains  over  the  Sarnia 
Branch  of  the  Great  Western  railway,  and  the  sta- 
tions at  Sarnia  and  Toronto  to  be  common  to  both 
companies ;  and  where  stations  and  other  works  on 
these  lines  were  also  common  property,  they  were 
to  be  constructed  at  the  joint  expense  of  both  com- 
panies. The  two  companies  to  make  common 
cause  in  opposing  competing  schemes,  and  to  be 
at  liberty  to  make  branches  from  their  lines.  In 
case  of  dispute  the  matter  was  to  be  referred  to 
Mr.  R.  Stephenson,  or  to  the,  President  of  the  In- 
stitute of  Civil  Engineers.  An  act  to  be  applied 
for  to  authorise  the  arrangement,  and  every  effort 
made  by  both  companies  to  prevent  injurious  com- 
petition, and  to  facilitate  the  progress  of  traffic. — 
When  they  considered  that  £70,000,000  of  share- 
holders' money  had  been  wasted  by  competition 
on  railways  in  the  United  Kingdom,  or  £100,000,- 
000  including  foreign  lines,  he  thought  that  every 
effort  should  be  made  to  prevent  a  waste  of  capi- 
tal from  similar  causes  in  Canada.  He  was  glad 
to  perceive  that  there  was  a  disposition  in  the  Le- 
gislature of  Canada  to  discountenance  competing 
railways.  He  had  drawn  up  a  few  standing  orders, 
which,  if  adopted  by  the  Canadian  Government, 
would  prevent  a  considerable  waste  of  capital,  and 
ensure  the  various  districts  a  good  system  of  rail- 
way communication.  If  railway  companies  were 
willing  to  give  the  public  the  necessary  accommo- 
dation, competing  lines  should  not  be  granted, 
and  before  they  were  granted  the  existing  compa- 
nies should  be  heard  against  them.  The  Parlia- 
mentary check  of  retaining  the  10  per  cent  depos- 
it on  railway  schemes,  in  the  shape  of  caution  mo- 
ney, until  they  were  completed,  would  be  a  great 
discouragement  to  injurious  schemes.  It  was  for- 
tunate for  the  company  that  they  had  to  deal  with 
Messrs.  Glyn  and  Baring  as  the  financial  agents  of 
the  Canadian  Government  in  matters  relating  to 
the  Grand  Trunk  line,  and  as  those  gentlemen  were 
strongly  opposed  to  railway  competition,  there  was 
some  probability  of  the  object  they  hjui  in  view 
being  carried  out  satisfactorily.  The  directors  of 
the  Great  Western  company  had  done  everything 
they  could  to  place  the  company  in  a  safe  position, 
so  as  to  be  able  to  retaliate  on  those  who  may  en- 
deavor to  take  an  unfair  advantage  of  them.  It 
would  be  a  wise  and  prudent  course  to  carry  out 
their  Sarnian  branch  when  the  main  line  was  com- 
pleted. It  was  not  improbable  that  the  ultimate 
result  of  the  arrangement  with  the  Grand  Trunk 
company  would  be  an  amalgamation  founded  on 
the  basis  of  the  traffic.  The  present  state  of  Can- 
ada was  not  understood  in  this  country.  Former- 
ly it  was  mis-governed  and  a  disgrace  to  the  Gov- 
ernment, but  since  it  had  been  allowed  to  govern 
itself,  Canada  had  advanced  exceedingly.  In  1760 
it  had  60,000  inhabitants,  and  90  years  afterwards, 
in  1860,  the  population  was  1,530,000.  The  great 
increase  was  in  Upper  Canada,  for  in  1830  the  pop- 
ulation amounted  to  210,000,  and  in  1851  to  952,- 
040.  The  increase  of  population  in  Canada  was 
tenfold  in  40  years,  while  in  the  United  States  it 
was  only  threefold.  The  population  in  the  United 
States  in  1810  was  7,223,000,  and  in  1860  23,351,- 
000.  Taking  three  of  the  most  flourishing  States 
in  the  Union,  the  population  only  increased  three- 
fold in  the  course  of  20  years.  Wealth  in  Canada 
had  increased  even  faster  than  the  population.  In 
1825  the  assessable  property  of  Upper  Canada 
amounted  to  1,854,966/,  and  in  1862  to  37,695,981/, 
being  about  20  f»er  cent  under  the  actual  value,  so 
that  the  proi)erty  increased  in  round  numbers  fVom 
2,000,000/  in  1826  to  40,000,000/ in '52,  an  increase 
quite  unprecedented.  TheimportsinCanadaamont- 
ed,  in  1850,  to  2/.138.  per  head,  while  in  the  United 
States  they  amounted  to  1/.14b.  per  head.  In  1846 


Canandalf^ma  and  Niayara  Falla    RaUr»ad. 

The  work  on  the  Canandaigua  road  is  going  on 
with  energy,  tmd  the  road  will  be  completed  to  tb« 
Falls,  within  ihe  time  specified  in  the  contract, — 
July. 
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To  Contractors. 

HUNTINGTQN  AND  BROAD  TOP  MOUNTAIN 
RAILROAD. 

PROPOSaIs  win  be  receive^  at  the  Engineer  s 
Office,  I^untington,  Penn.,  tintil  the  28th  day 
of  June  next,:for  the  graduation  and  masonry  of 
thirty-five  miles  of  the  above  railroad. 

Plans  and  ftpecifications  will  be  exhibited  in  th« 
Office  for  thr^  days  previous  to  the  letting. 

S.  W.  MIFFLIN,  £o2iQ«er. 


J 
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twoui'ti's  Patent  iKteel  Tires. 
Haigh   Foundry' Co., 

BROCK  MILLS  FORQE, 


GEORGE  WOODWARD,  10  Ferry  Street,  yew-  Yvrk,  i"il.- 
ageiitloihc  Haigh  Focndrt  Comp'y,  offers  tlicirniako 
<>i  tJoocii's  Patemt  .Stekl  T1RE8  ;  C'/utrcoal  Irmi  Tirm,  fin- 
l>*ho<l  iir  ill  the  ruii^rlii  »U|icri<)r  to  any  other  KtiKlish  make  for 
Iiarilfie.-.s  ami  enduruncc  ;  Wrocoht  Iron  Driving  Whkelp. 
Asks,  mill  every  <le><«'ri|itioii  of  fori;in>r!'<  nt  the  lowwt  m-iiIc  of 
l>ri<i-  comiiK-iii-iirutc  with  the  hieh  KhamrJer  of  the  nmteriii: 
41111I  Workniaiishi|<. 

<>A3  Can.nki,  ami  Coal,  siipplicil,  to  order,  direct  from  thi- 
OiiiLow  and  SwiKi-BV  tniiirs,  ol  the  niont  sujicrior  (|iiiihty. 

New-York,  31  Mareh,  185;). 

RICHARDSON'^S^ 


^OB  Locomotive  and  Stationary  Engine*.    For  sale  by 
BRIDGES  &  BROTHER,  Agrntu, 
64  CoBrtland  st,.  New  York. 

CAUTION. 

RAILROAD  Companies,  and  the  public  generally,  are  hereby 
cautionod  ai^inst  purchasing  ''  Richardson' n  Patent  Oil 
Cup*,"  or  the  right  to  use  the  sanne,  except  of  the  undersigned, 
proprietor  of  the  patent,  or  of  some  one  acting  under  his  author 
Ity.  Communications  addressed  to  him  at  Westminster.  Ver- 
mont, will  be  promptly  attended  to.  E.  DbWOLF,  Jr. 
June  1,  1863. 


Railroad  Letting. 

PROPOSALS  will  be  received  at  our  office  in 
Cincinnati,  antil  WedneJday,  the  8th  day  of 
June  next,  for  the  cle»ring,  grubbing,  grading  and 
masonry,  of  the  line  of  railroad  from  Cincinnati  to 
Cambridge  city,  Ind.,  about  60  miles. 

Plan  and  profile  of  the  road  will  be  ready  for 
examination  ten  days  before  the  letting. 

This  road  passing  through  a  dry  and  healthy 
country,  where  supplies  are  abundant,  offers  great 
inducements  to  Contractors.  T.here  will  probably 
be  one  short  tunnel,  and  the  grading  and  masonry 
will  be  heavy.  The  work  to  be  commenced  i^jime- 
diately  after  the  letting,  and  will  be  paid  fdj;  by 
monthly  estimates.  *{, 

Offers  for  part  pay  in  stock  of  the  road  wiH  be 
favorably  considered.        A.  DE  GRAFF  &  CO. 

VENTILATION. 

THE  Subscriber  being  patentee  of  natural  or  spontaneous  ven- 
tilation, will  be  glad,  in  order  to  diflfiise  its  blessings  as  rap- 
idly and  widely  as  i>oe^bk;,  to  enter  intourrangemciitsvsith  indi- 
viduate or  corporations,  for  the  exclusive  right,  upon  very  mod- 
erate and  reasonable  terms. 

Its  operation  is  simple  and  purely  philosophical — is  easily  and 
cheaply  produced  by  mechanical  means— and  equally  adapted  to 
the  largest  and  smallest  building  or  apartment  The  subscriber 
is  prepared  to  fUmi.sh  siich  plan.s,  drawings  and  instructions,  as 
will  enable  builders  of  Railrcail  Cars,  School  and  ordinary  sized 
Dwelling  Hou-ses,  to  carry  out  the  operation  withtmt  the  ne«ressi- 
ty  of  awaiting  his  |iorsfiii,il  sup«^rvisifHi.  ' 

A  few  testimonials  may  be  inspected  at  the  office  of  this  (laper. 
Address,  (postage  paid,)  H.  RUTTAN. 

Junt  1,  1863.  Cobourg,  Cnnaika 


Inspection  of  Railroad  Iron. 

THE  Undersignod,  having  a  thorough  practical  knowledge  of 
the  nianufacture  of  Railroad  Iron,  anri  a  most  efficient  staff 
of  men  at  the  works,  he  is  enabled  coiitidently  to  undertake  the 
charge  of  inspection.  References  to  the  princijml  companies  in 
England,  America,  CauBda,  etc.       W.  D.  STARLING, 

Change  Alley,  Lombard  st, 
June  1, 186&  Londoo. 


Notiee  to  Contractors. 

PROPOSALS  for  the  grading,  bridging  and  ma- 
sonry of  the  Western  division  of  the  Covington 
and  Ohio  Railroad,  will  be  received  at  the  Office 
of  the  Engineer  at  Guyandotte,  Cabell  County, 
Virginia,  between  the  20th  and  30th  of  June  next. 
They  will  embrace  about  forty-six  mile  sections, 
bridges  over  Twelve  Pole,  Guyandotte  and  Mud 
Rivers,  and  a  tunnel  of  1600  or  1600  feet  in  length, 
at  the  bend  of  Mud  River. 

AKso,  between  the  1st.  and  15th.  of  July  next, 
proposals  will  be  received  at  Covington,  Virginia, 
for  the  grading,  bridging  and  masonry  of  that  por- 
tion of  the  Eastern  division,  lying  between  the  town 
of  Covington  and  Hayne's  Farm,  on  Jackson's  riv- 
er— a  distance  of  10  or  11  miles  of  very  heavy  work' 
including  much  heavy  retaining  wall,  two  large 
bridges  over  Jackson's  River,  and  probably  2  tun- 
nels. 

The  successful  bids  will  be  declared  as  soon  as 
practicable  after  15th  July. 

By  order  of  the  Board  of  Public  Works. 

CHARLES  B.  SHAW, 
Chief  Engineer  Covington  &  Ohio  R.  R.  Co. 
Lewisburg,  Va.,  May  24,  1863. 


Toledo,  Norwalk  and  Cleve- 
land Railroad. 

FORMING,  in  connection  with  the  Michigan  Southern  and 
Northern  Indiana,  the  Lake  Shore  and  Ctevcland  and  Pitts- 
burg Railroad,  the  only  entire  railroad  line  between  the  East  and 
West 

The  best  and  most  expeditious  route  between  Eastern  Cities, 
Chicago  and  St  Louis. 

SUMMER  ARRANGEMENT. 

On  and  after  Monday,  May  1^ 
1863,  Passenger  Trains  will  run 

daily  (Sundays  excepted)  as  fol- 

lowa : 

LEAVI  TOLKDO— 
AccoMMODATioH,  at  9.10  X.U.,  Stopping  at  all  stations. 
Dat  Express,  at  3.16  p.m.,  stopping  ooly  at  Fremont,  Belle- 
vue.  Monroeville  and  Norwalk. 

NiOHT  Express,  at  11.15  pji-  stopping  only  at  Fremont, 
Bellevue,  Monroeville,  Norwalk  and  Oberlin. 
LEAVE  CLEVELAND. 

DAT  Express,  at  7  a.ii.,  stopping  only  at  Norwalk,  Monroe- 
ville, Bellevue  and  Fremont 

Accommodation,  at  10  a.m.,  stopping  at  all  stations. 

NioHT  ExPRBSs  at  8  p.m.,  stopping  ooly  at  Oberlin,  Nor- 
walk, Monroeville,  Bellevue  and  Fremont 

CONNECTING  DIRECTLY 

AT  TOLEDO— With  Trains  of  Michigan  .■Southern  and  Northern 
Indiana  Railroad  for  Chicago  and  Way  .Stations,  and  thro' 
the  Chicago  and  Rock  Island  Railroad,  and  Steamers  on  II- 
liiiois  River,  forming  a  line  to  St  Louis. 

AT  BELLEVUE— With  Trains  of  Mad  River  and  Lake  Erie 
Road  for  Sandusky  City,  Springfield,  Dayton,  Cincinnati,  etc. 

AT  MONROEVILLE— With  trains  of  Mansfield  and  Sandusky, 
Railroad,  for  Sandusky,  Shelby  Junction,  Columbus,  Zane»- 
ville,  Newark,  etc. 

AT  GRAFTON— With  trains  of  Cleveland,  Columbus  and  Cin- 
cinnati Railroad,  for  Columbus,  Cincinnati  and  Way  Stations. 

AT  CLEVELAND— With  trains  of  Lake  Shore  Railroad  for  New 
York  and  Boston,  via  Buflblo  and  Albany,  and  for  N.  York, 
via  Dunkirk,  with  trains  of  Cleveland,  andPittsburg  Rail- 
road, for  Pittsburg,  Philadelphia,  Baltimore  and  Washington 
City.  E.  B.  PHILLIPS,  Sup-t 

Superintendenfa  Office  T.,  N.  if  C.  R.R.,  ( 
NoneaJUt,  O.,  May  10, 1863.      \ 


LOW  MOOR  AXLES, 

A  SUPERIOR  Article  for  Railroad  Oars,  supplied 
by  the  Manufacturers'  Agent-  WM.  BAILEY 
LANG,  9  Liberty  Squarf,  Boston, and  24  Broadway, 
New  York. 

Notice  to  Contractors. 

SEALED  PROROSALS  will  be  received  at  the 
Engineer's  Office  of  the  Cincinnati,  Hamilton 
and  Dayton  Railroad  Company,until  noon  the  10th 
of  June,  for  the  Graduation,  Masonry,  Bridging 
Track-laying  and  Ballasting  of  the  Second  Track 
of  the  Cincinnati,  Hamilton  and  Dayton  Railroad, 
between  Cincinnati  and  Hamilton.  Proposals  to 
state  at  what  time  the  work  will  be  completed. 

Profiles  and  Specifications  can  be  .seen,  and  oth- 
er information  obtained  at  the  Engineers  Office  in 
Depot  Building,  Cincinnati,  Ohio. 
Per  order  of  the  Board  of  Directors. 

S.  L.  SPAFFORD, 

Chief  Engineer. 
May  15, 1858 


To  Contractors. 

NORTHERN  INDIANA  RAILROAD. 

SEALED  proposals  will  be  received  at  the  office 
of  the  company  in  Toledo,  Ohio,  until  the  14th 
day  of  June  next,  at  noon,  for  Grading,  Fencing 
and  Bridging,  including  the  clearing  and  grub- 
bing of  the  line  of  said  railroad  from  a  point  near 
the  west  line  of  the  city  of  Toledo  in  the  State  of 
Ohio,  to  a  point  in  the  state  of  Indiana,  about  70 
miles  west  from  Toledo.  The  line  is  divided  into 
sixty-nine  sections,  proposals  may  be  made  for  one 
or  more  sections.  Maps  and  profiles  of  the  line, 
and  plans  and  specifications  of  the  work,  may  be 
examined  at  the  office  of  the  engineer  of  the  com- 
pany in  Toledo  on  and  after  the  sixth  day  of  June 
next. 

The  directors  reserve  the  right  to  accept  or  re- 
ject proposals  as  they  may  deem  the  interest  of  the 
company  to  require.  JOHN  B.  JERVIS, 

Chief  Ecngineer. 
Office  of  thf.  Nor.  Ind.  R.  R.  Co.  ) 
Toledo,  May  20th  1863,  J 


To  Railroad  and  Canal  Com- 
panies, or  Contractors. 

A  SUPERINTENDENT,  who  has  the  very  best 
testimonials  from  some  of  the  most  celebrated 
Engineers,  having  had  charge  of  very  large  and 
difficult  works,  on  which  he  gave  the  greatest  sat- 
isfaction, wishes  to  make  an  engagement  with 
some  Company  or  responsible  Contractor.  He  has 
the  reputation  of  being  a  very  .skillful  manager  of 
large  numbers  of  workmen,  and,  by  reference  to 
his  former  employers,  it  will  be  found  that  he  will 
be  a  profitable  man,  although  he  expects  a  fair 
salary.  A  letter  addressed  to  the  Editor  of  this 
Journal  will  meet  prompt  attention. 


Lap-Welded  Boiler  Fines, 

OF  USUAL  SIZES  AND  REQUIRED  LENGTHS, 

manufactured  at 

PASCAL  IRON  WORKS. 

WELBED  WROUGHT  IRON  TUBES 


I  4  inches  to  i  in.  calibre  and  2  to  12  feet  long 
eapaUa  of  sustaining  pressure  from  400  to  2200  IIm 
per  aquare  inch,  with  Stop  Co<ks,  T",  L',  an4 
oUier  tixtiiros  to  suit,  fitting  together,  with  screw 
Jointa,  sun  iMe  for  STEAM,  WATKR,  GAS.  and  for 
IAXX>M(/nV£  and  otber  STEAM  BOILER  FLon 


^   B»  <*• 


«§» 


=D 


Bf anafkctared  and  for  sale  by 

MOBRIS,   TASKER   A,  MORRIS. 

Wanbouae  8.  E.  Corner  of  Third  A.  Walnut  StreeU 

FHII.ADELPHIA. 


Auburn  Steam  Forge. 

THE  Forsre  Works  of  Smith  &  Richardson  are  being  removed 
ft-om  Utica  to  the  City  of  Auburn,  Cayuga  County,  N.  Y., 
where  the  business  of  manufacturing  Car  and  Locomotive  Axles, 
and  other  Shafting,  will  be  continued  by  tlie  undersigned.  They 
will  be  prepared  to  make  to  order,  on  short  notice,  all  kinds  of 
small  forgings.  Their  work  will  be  all  made  after  the  most  work- 
manlike manner  and  warranted.  Parties  wishing  work  done  will 
find  us  prepared  to  contract  for  large  jobs  on  fevorable  tenns. 
The  Forge  and  Machinery  are  new,  and  of  the  very  best  kind. 
SMITH,  RICHARDSON  &  CO. 
Auburn,  N.  Y.,  June  1,  1863. 


Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  bj;  the 
undersigned,  at  his  Office  in  Phillipsburg,  (op- 
posite Easton,  Pa.)  until  the  thirteenth  day  of  Ju- 
ly next,  for  the  grading  and  masonry  of  14  miles 
of  the  Belvidere  Delaware  Railroad,  extending  from 
Phillipsburg  to  Belvidere. 

The  work  will  be  ready  for  inspections,  profiles, 
and  specifications  will  be  shown,  and  banks  fur- 
nished, at  the  offices  of  the  Assistant  Engineers  at 
Phillipsburg  and  Belvidere  on  and  after  the  6th  of 
July. 

ASHBEL  WELCH,  Engineer  B.  D.  R,R. 
LambertvilU,  May  26/A,  1853. 


\ 
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OIL.^ 


FOR  RAILROADS, 

MACHINERY  AND  BURNING. 


MANUFACTURERS  OF 

OILS  AND  CANDLES, 

164  Front  St.,  corner  of  Maiden  Lane,  New  York, 
Devote  special  allenlion  to  the  preparation  of  the 

best  Oil  for  Burning,  Machinery,  and  for 
LUBRICATING   ENGINES  AND  CARS, 
at  the  lowest  prices.     Orders  promptly  filled. 
June  1,  1863. 


£linira  Gar  Shop. 


THE  Undersigned  is  iirejared  to  manufecture  for  Railroad 
Companies,  Passenger,  Baggaxe,  Cattle,  Freieht,  Qravel  and 
Hand  Caxa,  aUo  Baggage  Barrowis  and  Freight  Trucks. 

WM.  E.  BUTTER. 
Elmira,  N.  Y.,  June  1, 1853. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
THme-tailes,  Circulars,  Tickets,  <f>c.,  <f»c. 

J.  H.  SCHULTZ  &  CO. 

New  York  April  9,  1863. 

Railroad  Iron. 

THE  Undersigned,  having  been  engaged  for  many  years  as  a 
sworn  Metal  Broker  in  the  City  of  Loudon  exclusively  as  a 
buyer  of  Rails-,  begs  to  inform  parties  about  to  make  contracts, 
that  he  has  always  on  hand  orders  to  sell  for  reputed  manufac- 
turers upon  the  best  terms.  W.  D.  STARLING, 

Metal  Broker,  Change  Alley,  Lombard  st 
■  JuTie  1,  1853.  London. 


Hoole,  Staniforth  Sl  Co., 

MINERVA   WORKS, 

SHEPPIPLD, 
S»eel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Cast  Steel  Engineer 
ing  and  Machine  Files ; 

Locomotive  Engine,  Railway  Carriage  and  Wagoo 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
suntly  on  hand  by         RICHARD  MAKIN, 
Agent  for  tiie  Manuesetarav, 
41  24  Broadway. 


To  Engineers  and  Steamboat  Captains. 

ifiXPLosioNs  prevented: 


FOR  DISSOLVING  INCRUSTATIONS  IN  $TEAM  BOILERS. 


BRANDS'  LIQUID  is  the  name  of  Kfluid  recently  in  use  thrcHigfaout  aU  Europe,  bylthc  apr>licatl.>n  of  whicii  the  incrustatioiM 
in  Steam  Boilers  are  dissolved  or  totally  avoided,  without  aHectiiig  in  the  least  the  InateriaJ  of  tJie  boiler. 
Chemical  examinations  and  experience  have  ftilly  ascertiiined  that,  by  the  appUcatiootof  th»  lluid,  no  Irntrn  wtiatever  is  done  to 
the  material  of  which  the  boiler  consists.  I 

To  dissolve  the  liardened  incrustotion  in  Steam  Boilers,  |X)ur  every  lOor  14  days,  in  ptoporfioo  as  (he boiler  'm  daily  for  akxwcr 
or  shorter  time  heated,  the  quantity  of  Brands'  Liquid  to  the  water  in  the  boiler  as  sbo^n  in  Ibe  following  tabM: "MP" 

TABLE  FOR  CLEANING    INCRU8TE0  BOILERsJ 


STEAM  BOILERS. 

Which  are  daily  from  10  to  10  hours  heated,  and  which  have  a 
power  of  evaporatioa  of 
Froui 


1  to     10  Horse  Power, 

10  to     20 

i( 

20  to     30 

u 

30to     45 

ii 

46to     66 

t( 

65  to   110 

(i 

110  to   160 

M 

160  to   220 

U 

220to   300 

u 

SOOto   400 

i( 

400to   600 

(i 

Every  10  to  14  da>-!i. 

4  to   6  Quarto, 
«to   9      " 
7  to  10      " 
10  to  14      " 

12  to  17      '• 

13  to  19      " 
15  to  21      " 
18  to  26 
20  to  29 
22  to  31 
24  to  35 


j  QPANTITY 

Of  Bi  uiiiD^'  Liquid  wanted 

i       ii  ^ _2_ 

I  Per  year— B  trrel  of  40  galh. 
3^Bam4 
1 


If  Brand's  Liquid  is  regularly  used,  the  incrusted  BoOers  are 
within  three  to  five  months  clean  ;  and  to  prevent  any  further 
incnistation  in  such  or  new  Boilers,  the  use  of  Brand's  Liquid 
must  not  be  interrupted,  but  about  two-thirds  of  the  stated  quan- 
tities in  the  table  given  to  the  water  in  the  Boilers. 

The  Boilers  of  Locomotives  require  every  two  days,  in  pro- 
portion to  their  power  and  time  of  eervice,  only  two  and  a-half  to 
four  quarts  of  Brand's  Liquid,  which  every  second  day  is  poured 
into  tiie  water  in  the  Tender. 

As  often  as  the  water  in  the  water-gauge,  on  Stationary,  Ship 
or  Locomotive  Boilers,  becomes  of  a  muddy  appearance,  the 
Boiler  must  be  blown  out  and  cleansed  from  the  stones  and  dirt 
which  have  settled  to  the  bottom  of  the  Boiler. 

The  incrustation  which  in  this  manner  is  removed  is  soft,  or  in 
pieces,  wliich  are  couinionly  of  a  crumbling  and  brilliant  texture 
and  have  a  brown  color. 

In  some  parts  of  the  country,  and  in  Marine  Boilers,  the  incnis- 
tation is  often  very  hard,  and  to  remove  this,  the  larger  quantities 
in  the  givcD  table  are  required.  The  pieces  of  this  incnistation 
which  are  removed  by  the  u.se  of  Brand's  Liquid  have  lot^t  their 
glassy  texture,  and  though  they  commonly  retain  some  hard- 
ness, they  have  a  brown  cok>r,  and  a  corrosive  and  decayed  ap- 
pearance. 

To  remove  the  incrustation  of  Marine  Boilers,  larger  quantities 
of  Brand's  Liquid  are  required,  in  proportion  as  by  the  removal 
of  the  brine  a  quantity  of  the  feed-water  is  blown  out  By  any 
simple  coDtrivance  Brand's  Liquid  must  be  brought  into  the  boil- 
er in  small  portions,  or  mixed  with  the  feed  water. 

Brand's  Liquid  is  not  injurious  to  the  Boiler  if  it  is  used  in  large 
quantities,  even  if  the  Boiler  is  entirely  filled  with  it  arx]  heated, 
but,  in  general  the  quantity  as  is  stated  in  the  table  must  not  be 
exceeded,  because  in  connection  with  larjje  quantities  of  incrus- 
tation the  Liquid  generates  much  priming;  and  motion  of  the  wa- 
ter, which  might  prove  ii\jurious  to  the  annexed  machinery,  espe- 
ciaUy  in  Ship  Boilers  and  Locomotives  which  have  no  large  steam- 
chests. 

The  above  table  is  made  by  practical  experience,  so  that  only 
a  gentle  working  of  Brand's  Liquid  is  allowed,  entirely  free  from 
any  danger,  for  the  Boiler  once  properly  cleaned,  the  proprietor 
will  by  experiments  easily  ascertain  the  minimum  quantity  of  Li- 
quid that  is  required  for  the  Boiler. 


Should  It  be  required  to  clean  old  incnisted  Botlen  by  the  m* 
of  Brand  s  Liquid  in  a  »w  days,  then  it  is  ooly  decessaoto  pour 
'^^J"  '^fo"«*^  of  «  hogshead  at  ooce  into  tbe^watiria 
the  boiler,  and  heat  it  fVom  mx  to  eight  days  gently  to  boiling 
heat,  for  which  or«ratiOn  the  Boiler  must  be  ptit  out  of  .erv^ 

In  Locouiouves  whete  the  steam-cherts  ale  smaU.  Braad'. 
Liquid  must  be  used  orteoer  in  small  quantities  as  before  ^«1 
A  Locomouve  out  of  s**^ice  may  be  cleaned  WiUiin  6  or  Sdwi 

^^Th^isti^r  '^"^"'^  **'  ^"^^  ^^"^  («H.fourtbi. 
It  would  be  needless  \o  enter  into  a  long  disdussioa  on  the  ad- 
vanta^  Ui  using  Bran<ts  Liquid  for  cleaiung  steam  gc-tK^rators 
bemg  fliUy  aware  that  i«  destined  fi.r  tl^;  u«,.  of  Uh,  mo«t  inteUi' 
gent  part  of  the  public,  land  it  may  therefore  Miffice  to  mentioa 
Its  advantages  in  a  few  tvords,  as  follows 

1.  Less  repair  of  Boiler. 

2.  Increased  geueratiiu  of  steam,  or  aavk^  If  AieL 
^'  -^^  «*!>«•*«  of  h^nunering  and  kMMeaini  t**  aicnwtatioa 

4.  Less  interruption  oir  businesa. 
6.  The  Boilers  retnaid  tighter. 

6.  The  duration  of  thfe  Boilers  is  incfeaaed.  ieoecialv  <#  kmk 
Biotives  and  Tube-BoUeh  in  geoena.  '  ^^^'^'  "•  ""^ 

7.  Three-quarters  of  the  causes  of  Boiler-^ptosiooB  are  re- 


igiet 
■>iu 

4epecialyi 


moved. 


'  Price  per  barrel  i$ao. 


The  patentees  are  s^  cooldeut  of  tbe  merits  of  this  inveo. 
tion,  that  they  offer  (ine  barrel  gratU  to  parties  willing  to 
make  a  trial,  to  be  paid  for  only  in  case  ofm^ixeas  and  of  fu- 
ture orders. 

with  the  beat  eflect  b^  tbe  Cincuuiat 


Brand's  Liquid  is  usee 


Water  Works,  and  man  7  other  estabUshments  ki  the  West 


Address 

Sole  Patentees  both 
Or, 

May  28,  186a 


The  Troy  Iron  Bridge  Ca 

^  ofimttuf  II—, gMma, ccGmm,  toiyM St »s» 
wWlirtK>rifc—H>Mrie»afgDiiw<t<M«—t,   jBfcMi 


BRAND,  BliOTHIBfi, 

Toledo,  Oliisk 
in  Kurope  aai  the  Coilad  States 

t.  DU7AIS, 

43  New  Street,  New  York. 


ii' 


•av. 


To  Railroad  Co^s,  Loeomotiye 
Builders  and  Eng^lneers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  recommend  their 
adoption  bv  those  interested.  They  have  been  eiten- 
•ively  used  on  Railtoads,  Steamers  and  Stationary 
iBoL'ers.  where,  front  their  accuracy,  simplicity,  and 
non  liability  to  derangement,  they  have  given  perfect 
'«atiafaction.  In  faOt,  for  Locomotives,  they  ar<>  the 
•nly  reliabU  Gauge  yet  introduced. 

CHAS.  W,  COPBLaND, 
^nstllting  Engineer,  64  Broadway. 


Railroad  Iron. 

rpHE  undersigned,  Agent  for  the  Mwuufacturers, 


ICtna  Car  Worlds. 

BILLM£TER  it  SMALL,  YORK,  Pi.,  Pbopkibtors. 

WS  are  manu&cturing  to  order  and  by  contract, 
Preight,  Express,  Stocky  "  Reading,"  and  other  patterns 
of  Coal  Cars.    Lumber  and  Gravel  Cars,  of  every  variety,  at 
short  notice,  and  on  favorable  terms. 

Our  fiicilities  for  manuftcturing  are  extensive,  and  our  means '         

for^t^nsportatioo  to  aU  parts  of  the  country  speedy  and  ecooo-j  X    is   prepared    tO  contract  for  T  Bails,  of  the 

The  Wheels  we  use  receive  our  own  personal  attention,  are  "*'^«^  pattern  and  Weights,  to  be  deliveled  on  board 
made  of  the  best  Cold  Blast  Chcrcoal  Iron,  of  both  spoke  and'ship  in  Wales 

""Z  C^t'b^'tlfaXo^^daay  use  on  the  PennsyW«iia      ^l^^  fS  "f^^f  ?^^  ^rward  0,ders  for  the 
Central,  Baltimore.  Susquehanna,  York  and  Cumberiand  Roads,' P'^'"*^'^**®  <*'  KailTOJid  Iron  and  Metab  generally, 
have  been  appmed  as  first  class,  and  carry  the  largest  capacity^ through  the  medium  of  Uifl  friends  in  Loodon 
allowed  on  any  roads.    We  are  prepared  to  (Uniish  Wheels  andl  ,    .       Vro'  t>rma    «nr»W  trv 

Axles  separately  or  fitted,  Springs  and  other  parts  of  Oars  at      ,  /       '   "  *"^  vcmm,  »PP^  «> 

short  itotice.    Orders  aod  Oootracts  for  Bailroad  Conipaniea  so-  JOHN  H. 

•cited.  Itay  20*Sm  j     April  1,  1863. 


HICKS. 
90  j^eavtsr  aw 


,■   %••    ",  '     "•  .  I   r~ 


"•7'  J!r^l^  -"irwf  jni>^ 


..'.  •  .^.  y*    •^  '  '*'■!*  , '  '^*  '^ '  '^  l:J  "I'^ii  'J  f,vjifia^!i< 
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AN  ACT  FURTHER  TO  AMEND  THE  CHAR- 
TER OF   THE  CITY  OF  NEW   YO|lK.— 

Passed  AprU  12,  1863. 

The  people  of  the  state  of  New  York,  represent- 
ed iu  Senate  and  Assembly  do  enact  as  follows  : 

Sec.  1  The  legislativepowersof  the  corporation 
of  the  city  of  New  York,  shall  be  vested  in  a  board 
of  Aldermen  and  a  board  of  Coancilmen,  who,  to- 
other, shall  form  the  Common  Council  of  the 
City. 

The  Board  of  Aldermen  shall  consist  of  one  Al- 
derman from  each  ward,  who  shall  be  elected  by 
the  people  of  the  respective  wards  for  two  years, 
The  board  of  Councilmen  shall  consist  of  60  mem- 
bers, to  be  elected  from  as  many  districts,  who 
shall  be  sworn  into  office  on  the  first  Monday  in 
January  next,  succeeding  their  election,  aud  shall 
hold  their  offices  for  one  year,  aud  shall  receive 
the  same  compensation  as  the  Aldermen. 

Sec.  2  The  members  of  the  board  of  Aldermeu 
first  elected  under  this  act  shall  be  clast^ified  as 
follows : — On  or  before  the  first  Tuesday  ifa  Dec. 
succeeding  the  next  general  election,  the  Clyk  of 
the  city  and  county  of  New  York  shall, in  the  pre- 
sence of  the  Mayor,  Recorder,  and  Comptroller,  or 
a  majority  thereof,  draw  from  a  box  to  be  provid- 
ed for  the  purpose,  in  which  twofballots  shall  have 
been  deposited,  having  thereon  respectively,  either 
the  word  "odd"  or  the  word  "even"  one  ballot ;  if 
the  ballot  so  drawn  shall  have  thereon  the  word 
"odd"  then  the  term  of  office  of  the  Aldermen 
chosen  from  wards  having  an  odd  numerical  de- 
signation, shall  expire  on  the  first  Monday  of  Jan- 
uary, one  thousand  eight  hundred  and  fifty-five 
and  in  case  of  the  ballot  having  thereon  the  word 
"even"  shall  be  drawn,  then  the  term  of  office  of 
the  Aldermen  having  an  even  numerical  designa- 
tion shall  expire  on  the  first  Monday  of  January, 
one  thousand  eight  hundred  and  fifty-six.  At  all 
subsequent  elections.  Aldermen  ,fhall  be  elected 
for  the  full  term  of  2  years. 

Sec.  3.  For  the  election  of  Councilmen  the  city 
shall  be  divided  into  sixty  districts  of  contiguous 
territory,  and  as  near  as  may  be  of  equal  population, 
each  of  which  shall  choose  one  Councilman.  The 
Common  Council  shall  also  divide  the  city  into 
isuch  districts  on  or  before  the  first  Monday  iu 
September  next,  and  thereafter,  within  one  year 
After  the  state  and  national  census  shall  have  been 
compili^d,  the  Common  Council  shall  in  like  man- 
ner re-district  said  city. 

Sec.  4.  Every  act,  rcsolutionH)r  ordinance  ap- 
propriating money  or  involving  the  expenditure  of 
jnouey  not  rendered  imperative  under  provisions 
«f  any  State  law,  shall  originate  in  the  board  of 
Councilmen,  but  the  board  of  Aldermen  may  pro- 
pose or  concur  with  amendments  as  in  other  cases. 
^Sec.  6.  A  vote  of  two-thirds  of  all  the  members 
elected  to  each  board  shall  be  necessary  to  pass 
an  act  ordinance  or  resolution  of  the  Common 
Council,  which  shall  have  been  returned  by  the 
Mayor  with  his  objections. 

Sec.  6.  No  Alderman  shall  hereafter  act  or  sit 
as  Judge  in  the  Court  of  Oyer  anfl  Terminer,  or  in 
the  courts  of  general  or  special  Sessions  in  the  city 
and  county  of  New  York ;  but  this  section  shall 
not  prevent  his  exercising  the  power  of  a  magis- 
trate on  the  arrest,  commitment  or  bailing  of  of- 
fenders, except  that  he  cannot  let  to  bail  or  dis- 
charge a  person  arrested  or  committed  by  another 
jnagistrate. 

^sc.  7.  All  ferries,  docks,  piers  and  slips  shall 
be  lea»v"<l»  and  all  leases  and  sales  of  public  pro^ 
ertv  and  tT.anchises  (other  than  grants  of  land  un- 
der water  to  yvhich  the  owner  of  the  upland  shall 
have  a  pre-emptfon  right)  shall  be  made  by  pub- 
lie  auction,  and  to  the  highest  bidder  who  will 
give  adequate  security,  (qo  lease  shall  be  hereaf- 
ter given  except  as  the  same  may  be  required  by' 
oovwiant  of  the  corporation  already  existii^,)  shaU 
be  for  a  longer  period  than  ten  years,  and  aU  fer- 
ry leases  shall  be  revocable  by  the  Common 
Council  fbr  mismanagement  or  neglect  to  provide 
adequate  accommodation.  Any  person  reqmrmg 
any  ferry  lease  or  franchise  under  the  provisions  of 
this  act.  shall  be  required  to  purchase  at  a  fair  ap- 


property  of  the  former  lessees  actually  necessary 
for  the  purposes  of  such  ferry.  Previous  notice  of 
all  sales  referred  to  in  this  section  shall  be  given 
under  the  direction  of  the  Comptroller  for  thirty 
days,  in  the  newspapers  employed  by  the  Corpo- 
ration. 

Sec.  8.  No  bids  shall  be  accepted  from,  or  con- 
tract awarded  to,  any  person  who  is  in  arrears  to 
the  corporation  upon  debt  or  contract,  or  who  is  a 
defaulter,  as  security  or  otherwise,  upon  any  obli- 
gation ta  the  corporation. 

Sec.  9.  No  money  shall  be  expended  by  the  Cor- 
poration for  any  celebration,  procession  or  enter- 
tainment of  any  kind  or  on  any  occasion,  except 
for  the  celebration  of  the  Anniversary  of  the  Na- 
tional Independence,  the  26th  of  November,  (Ev- 
acuation Day,)  and  the  anniversary  of  the  Birth- 
day of  Washington,  unless  by  the  vote  of  three- 
fourths  of  all  the  members  elected  in  each  Board 
of  the  Common  Council. 

Sec.  10.  No  additional  allowance  beyond  the 
legal  claim  under  any  contract  with  the  corpora- 
tion, or  for  any  service  on  its  account  or  to  its  em- 
ployment, shall  be  allowed. 

Sec.  11.  The  officers  of  the  police  and  police- 
men shall  hereafter  be  appointed  by  a  Board  of 
commissioners,  consisting  of  the  Mayor,  Recorder, 
and  city  Judge. 

Sec.  12.  All  work  to  be  done,  and  all  supplies 
to  be  furnished  for  the  corporation,  involving  an 
expenditure  of  two  hundred  and  fifty  dollars,  shall 
be  by  contract,  founded  on  sealed  bids  or  on  pro- 
posals made  in  compliance  with  the  public  notice 
for  the  full  period  of  ten  days ;  and  all  such  con- 
tracts, when  given,  shall  be  given  to  the  lowest 
bidder  with  adequate  security.  All  such  bids  or 
proposals  shall  be  opened  by  the  heads  of  depart- 
ments advertising  for  them  in  the  presence  of  the 
Comptroller,  and  such  of  the  parties  making  them 
as  desire  to  be  present. 

Sec.  13.  There  shall  be  a  bureau  in  the  Depart- 
ment of  Finance,  to  be  called  the  "Auditing  Bu- 
reau," and  the  chief  officer  thereof  shall  be  "Audi- 
tor of  Accounts."  It  shall  revise,  audit  and  settle 
all  accounts  on  which  the  city  is  concerned  as  debt- 
or or  creditor ;  it  shall  keep  an  account  of  each 
claim  for  or  against  the  Corporation,  and  of  the  sum 
.•illowed  upon  each,  and  certify  the  same,  with  rea- 
sons therefor,  to  the  Comptroller.  The  Comptrol- 
ler shall  report  to  the  Common  Council  once  in  90 
days,  the  name  and  decision  of  the  Auditor  upon 
the  same,  together  with  the  final  decision  of  the 
Comptroller  thereon.  All  moneys  drawn  from  the 
city  treasury  shall  be  upon  vouchers  for  the  ex- 
penditure thereof,  examined  and  allowed  by 
the  Auditor  and  approved  by  the  Comptroller. 

Sec.  14.  Every  person  who  shall  promise,  or  oflT- 
er,  or  give,  or  cause,  or  aid,  or  abet  in  causing  to 
be  promised,  oflfered  or  given,  or  ftimish,  or  agree 
to  furnish,  in  whole  or  in  part,  to  be  promised,  of- 
fered, or  given  to  any  member  of  the  Common 
Council,  of  to  any  officer  of  the  corporation  after 
h^  election  as  such  member,  or  before  or  after  he 
shall  have  qualified  and  taken  his  seat,  any  mon- 
ey, goods,  right  or  action,  or  other  property,  or 
any  thing  ofvalue,  or  any  pecuniary  advantages, 
present  or  prospective,  with  intent  to  infiuence  his 
vote,  opinion,  judgment,  or  action,  on  any  question, 
matter,  cause,  or  proceeding,  which  may  be  then 
pending,  or  may  by  law  be  brought  before  him  in 
his  official  capacity,  shall,  upon  conviction,  be  iin- 
prisoned  in  a  State  prison  for  a  term  not  exceed- 
ing ten  years,  or  shall  be  fined  not  exceeding  five 
thousand  dollars,  or  both,  at  the  discretion  of  the 
court.  Every  officer  in  this  section  enumerated, 
who  shall  accept  any  such  gift,  or  any  promise  or 
understanding,  to  make  the  same  under  any  agree- 
ment or  understanding,  that  his  vote,  opinion, 
|judgment,,or  action,  shall  be  influenced  thereby, 
or  shall  be  given  in  any  particular  manner,  or  up- 
on any  particular  side  of  any  question,  matter, 
cause,  or  proceeding,  then  pending,  or  which  may 
by  law  be  brought  before  him  in  his  official  capa- 
city, shall,  under  conviction,  be  disqualified  from 
holding  any  public  office,  trust,  or  appointment, 
under  the  Charter  of  the  city  of  New  York,  and 
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prisonment  in  a  State  prison  not  exceeding  ten 
years,  or  by  a  fine  not  exceeding  five  thousand 
dollars,  or  both,  in  the  discretion  of  the  court. — 
Every  person  offending  against  either  of  the  pro- 
visioDR  of  this  section,  shall  be  a  competent  wit- 
ness against  any  other  person  offending  in  the  same 
transaction,  and  may  be  compelled  to  appear  and 
give  evidence  before  any  Grand  Jurv,  or  in  any 
court,  in  the  same  manner  as  other  persons,  but 
the  testimony  so  given  shall  not  be  used  in  any 
prosecution  or  proceeding,  civil  or  criminal,  against 
the  person  so  testifying. 

Sec.  15.  No  contract  by  the  Supervisors  shall 
be  valid,  unless  expressly  authorised  by  statute, 
aud  such  as  are  authorised  must  be  made  in  the 
manner  provided  in  the  twelfth  section  of  this 
act. 

Sec.  16.  All  ordinary  appropriations  made  for 
the  support  and  government  of  the  Alms  House 
Department,  shall,  before  the  same  are  finally 
ma!de,  be  submitted  to  the  Governors  of  the  Alms 
House,  to  a  Board  of  Commissioners,  consisting  of 
the  Mayor,  Recorder,  Comptroller,  the  President 
of  the  Board  of  Aldermen,  and  the  President  of 
the  Board  of  Councilmen.  If  the  said  commission- 
ers approve  of  the  appropriations,  they  shall  im- 
mediately report  the  same  to  the  Board  of  Super- 
visors ;  if  they  shall  disj^prove  of  the  same,  they 
shall  return  them  with  their  objections  to  the  Gov- 
ernors of  the  Alms  House  for  consideration  ;  aud 
in  case  the  said  Governors  shall,  upon  a  consider- 
ation, adhere  by  a  vote  of  two- thirds  of  all  the 
Governors  then  in  office  to  the  original  appropria- 
tiona,  they  shall  return  them  to  the  Commission- 
ers, whose  duty  it  shall  be  to  report  to  the  Board 
of  Supervisors. 

Sec.  17.  The  Board  of  Education  shall  also  sub- 
mit, in  like  manner,  all  appropriations  required  by 
them  to  the  Commissioners  named  in  the  last  pre- 
ceding section ;  and  said  appropriations  shall  be 
subject  to  all  the  provisions  of  said  section,  so  far 
as  the  same  may  be  applicable. 

Sec.  18.  All  such  parts  of  the  Charter  of  the  Ci- 
ty of  New  York,  and  the  several  acts  of  the  Legis- 
lature amending  the  same,  or  in  any  manner  af- 
fecting the  same,  as  are  inconsistent  with  this  act, 
are  hereby  repealed ;  but  so  much  and  such  parts 
thereof  as  are  not  inconsistent  with  the  provisions 
with  the  provisions  of  this  law,  shall  not  be  con- 
sidered as  repealed,  altered  or  modified  in  any 
form  affected  thereby,  but  shall  continue  aud  re- 
main iu  full  force  and  eflfect. 

Sec.  19.  The  powers  now  vested  in  the  Mayor, 
Aldermen,  and  Assistant  Aldermen  in  granting 
and  revoking  tavern  licenses,  together  with  all 
other  powers  as  excise  commissioners,  shall  be 
henceforth  vested  in  the  Mayor,  with  the  Alder- 
men and  Councilmen  representing  the  district  in 
which  the  premises  of  the  party  licensed  or  to  be 
licensed  may  be  located. 

Sec.  20.  This  act  shall  be  submitted  for  the  ap- 
proval of  the  electors  of  the  city  and  county  of 
New  York,  at  an  election  to  be  held  in  said  city  on 
the  Tuesday  next  succeeding  the  first  Monday  in 
June,  one  thousand  eight  hundred  and  fifty-three. 
The  tickets  which  shsdl  be  polled  at  such  election 
shall  contain  either  the  words  "In  favor  of  amend- 
ments to  charter,"  or  "against  amendments  to 
charter;"  and  ifa  majority  of  all  the  persons  vo- 
ting thereon  at  such  election  shall  vote  the  ticket 
"In  favor  of  amendments  to  charter,"  this  act 
shall  become  a  law  ;  ifa  miyority  of  such  electors 
shall  vote  the  ticket  "against  the  amendments  to 
charter,"  this  act  shall  be  void. 

Sec.  21.  The  Common  Council  are  hereby  au- 
thorized and  directed  to  make  all  necessary  ar- 
rangements, by  ordinance  or  otherwise,  for  the 
conduct  and  regulation  of  all  elections  authorized 
under  the  provisions  of  this  act,  and  in  conformity, 
as  far  as  may  be,  to  the  general  election  laws. 
;■      -    .  State  OF  Nkw  York.  >    •  .  ^ 

Secretary's  Office.     ) 

I  have  compared  the  preceding  with  the  origi- 
nal law  on  file  in  this  office,  and  do  hereby  certify 
the  same  to  be  a  correct  transcript  therefrom,  aud 
of  the  whole  of  said  original  law. 

Given  under  my  band  and  seal  of  office,  at  the 
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city  of  Albany, this  16th  day  of  April,   one  thou- 
sand eight  hundred  and  fifty-three. 
Archibald  Campbell, 

Deputy  Secretary  of  State. 
The  foregoing  act  was  directed  to  be  published, 
once  a  week,  in  all  the  Daily  and  Weekly  Newspa- 
pers of  the  city,  until  the  7th   day  of  June.      By 
order  of  the  Common  Council. 

D.  T.  Valentine,  Clerk  C.  C, 
!iev)  York,  April  28,  1863. 


PACIFIC  RAILROAD  L.O AN. 
$4,000,000  Loan 

ON  THE 

MORTGAGE  BONDS  OF  THE  PACIFIC 
RAILROAD  COMPANY  OF  MISSOURI. 

THIS  Company  will  receive  proposals  until  the 
11th  of  July  next,  for  four  milliMis  of  dollars 
of  their  construction  bonds,  to  be  issued  in  sums 
of  one  thousand  dollars  each,  payable  at  the  city 
of  New  York  twenty  years  ^ler  the  date  thereof, 
with  coupons  attached  for  the  payment  of  interest 
at  the  same  place  semi-annually,  on  the  fii-st  of 
January  and  first  of  July  in  each  year,  at  the  rate 
of  7  per  cent  per  annum. 

These  bonds  are  secured  by  a  first  and  only 
mortgage  on  the  Southwestern  Branch  railroad, 
300  miles  in  length,  and  one  million  of  acres  of 
land  on  the  line  of  that  branch,  granted  by  Con- 
gress to  aid  in  its  construction :  and  abo  by  sec- 
ond mortgage  on  the  Pacific  railroad,  290  miles  in 
length.  About  130,000  acres  of  land,  not  included 
in  the  mortgage  are  set  apart  to  aid  in  meeting  in- 
terest. 

Forty  miles  of  the  Pacific  railroad,  from  St. 
Louis  westward,  is  about  completed,  and  86  miles 
further,  reaching  Jefferson  city,  the  capital  of  the 
state,  is  under  construction.  About  SI  ,600,000 
has  already  been  expended  by  the  company  in  the 
completion  of  the  first  division,  and  in  the  con- 
struction of  an  excellent  miachine  and  car  shop, 
and  engine  house,  and  the  necessary  real  estate, 
and  the  surveys  required  to  prepare  the  whole  600 
miles  of  railway  for  contract. 

The  Pacific  railroad  line  extends  fVom  St.  Louis 
to  the  vicinity  of  Independence,  neai*  the  mouth  of 
the  Kanzas,  290  miles,  and  its  south  western  branch 
diverges  about  forty  miles  west  of  St.  Louis,  and 
runs  near  Springfield  to  the  southwestern  part  of 
the  state,  a  little  north  of  Ta-le-quah,  the  capital 
of  the  Cherokee  nation,  300  miles. 

The  charter  was  granted  with  the  view,  and  the 
right,  of  ultimate  extension  to  the  Pacific  Ocean, 
with  an  authorized  capital  often  millions,  and  pri- 
vilege of  increase  under  general  law. 

Capital  subscribed  in  Missouri  over  $2,000,000, 
of  which  about  40  per  cent,  is  paid  up.  State  loan 
to  the  company  authorized  $4,000,000,  of  which 
$700,000  has  been  issued  and  sold  at  a  premium. 
For  such  stock  now  issued,  the  state  holds  a  lien 
on  the  Pacific  railroad  only.  Land  granted  by 
Congress,  now  the  propertv  of  the  company,  about 
1,260,000  acres. 

One  or  the  other  of  the  lines  of  this  company 
will  be  the  Central  National  line  of  railway  to  the 
Pacific  ocean.  Reconnoisances  and  surveys 
of  the  United  States  government  will  connect  with 
both. 

The  whole  amount  of  bonds  which  can  be  issued 
under  the  mortgage  is  ten  millions  of  dollars.  The 
whole  of  these  bonds  are  convertible  into  land  of 
the  Company,  and  one-half  into  stock  of  the  Com- 
pany, within  a  limited  time,  at  the  option  of  the 
holder. 

The  Company  reserve  the  right  to  accept  pro- 
posals for  all  or  any  portion  of  the  amount. 

Ten  per  cent  of  the  amount  allotted  to  each 
subscriber  will  be  required  on  notice  ©f  the  ac- 
ceptance of  his  proposals,  and  the  balance  as  call- 
ed for  by  the  Directors,  not  exceeding  ten  per  ct. 
monthly.  Any  subscriber  may,  however,  at  his 
opUon,  pay  up  in  ftill,  and  receive  his  bonds  at 
any  time. 

Interest  will  in  all  cases  be  adjusted,  on  pay- 
ment of  the  final  instalments. 
Proposals  will  be  received  at  the  office  of  Measn 


RroGs  &  Co.,  66  Wall  street,  N.  Y.,  inclosed,  seal- 
ed and  endorsed, '"Proposals  for  Loan  of  $4,000,- 
000  of  Pacific  Railroad  of  Missouri.  '  Laws,  Re- 
ports, Documents  and  Map,  showing  the  condition, 
relations  and  prospects  of  the  work,  and  all  neces- 
sary information  relative  to  its  afiairs,  &c,,  may 
be  obtained  after  the  1st  of  June  on  application  to 
Messrs-  Camann  &  Co.,  or  Riggs  &  Co.,  at  66  Wall 
street,  or  the  subscriber,  personally,  or  by  letter. 
By  authority  of  the  Board  of  Directors, 

THOMAS  ALLEN,  President. 
St.  Nicholas  Hotel,  N.  Y.,  May  20,  1853. 


Pease  A  Marphy, 
FULTON    m^N    WORKS, 

FOOT  of  Cherry  et.,  £  R.    Office,  27  Coriears. 
Gfrner  of  Cherry  st.    Manufacturers  of  Lana 
and  iflarine  Engines. 
N.  B.    finiiiDes  and  BBtlms  repaired.  6tf 


Notiee. 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
trading  under  the  firm  of  A.  BRETT  &  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Qirard  building.  No.  50  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  ite  branches,  in  a  superior 
manner.  Having  the  best  artists  and  workmen 
employed,  he  can  freely  warrant  his  work  as  equal 
to  any  in  the  trade. 

Publishers,  civil  engineers,  machinists,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch. 

DAVID  CHILLAS, 
Apl  Im  50  South  Tbird  street. 

NEW 

Lubricating  Oil  Mannfacturing  Go. 

12  BROADWAY, 
pbopbhtors  and  MANiTTAOTUKXBa  or 

DB  VLAN'S  PA  TENT  L  UBRICA  TINO  OIL, 

roa  ALL  KINDS  or  MAOaiKBKT  AKS  kAILBOABa 

'|\U18  OIL  nt  DOW  extensively  uaed  on  the  prfodpal  Ranraadi 
X  ti  PauMylvania,  New  York  and  N.  X.  Statea.  It  ran  macU- 
BHT  with  lew  frictiai,  tbereby  *'«»>i*^  titie  eanaamer  to  accooa. 
pMh  ntora  with  the  nme  motiTa  power,  and  save  their  machine- 
rf  than  OBneeeaaary  warei  It  ia  entirely  ft^e  tnxa  Gum,  and 
wfll  eleuie  and  deatroy  all  (M  Gum  that  haa  accmnulatMl  upoo 
BBdaaand  Jonraak,  by  tlieuM  ofbadoa    It  win  wear  ka^er 

flpana,  and  ia  fhm  thirty  to  Ibity  ceota  a  faloB  cheapei; 

..      *-    agnataavtagtothaoaaaunMr, 


Trautwine  on  R.  R.  Cnrres. 

By  John  C.  Trautwine,  Civil  Engineer, 
Philadelphia,  Pa. 

JUST  published,  accompanied  by  a  Table  of  Nat- 
ural Sines  and  Tangents  to  single  minutes,  by 
means  of  which  all  the  necessary  calculations  may 
be  performed  in  the  held. 

This  little  volume  is  intended  as  a  field-book  foi 
assistants ;  and  will  be  found  extremely  useful,  as 
it  contains  full  instructions,  (with  wood  cuts)  for 
.aying  out,  and  adjusting  curves;  with  Tables  ot 
Angles,  Ordinatcs,  etc.,  for  Curves  varying  from  13 
miles,  down  to  146  feet  Radius. 

A  poruble  Table  of  Natural  Sines  and  Tangents 
to  minutes,  has  for  a  long  time  been  a  desideratum 
am(mg  Engineers,  independently  «f  ita  use  in  lay- 
ing oat  carves. 

The  volume  is  neatly  got  ap  in  duodecimo;  an. 
handsomely  bound  in  pocket-book  form. 

Sold  by  Wm.  Hamilton,  Actuary  of  the  ¥>"  M- 
lin  Institute,  Philadelphia.    Price  SI. 

Also,  "  TraiUvfiiu's  Method  of  Calculating-  jSx- 
cavation  and  Ewtbmnkment." 

By  this  method,  which  is  entirely  new,  (being 
now  made  known  tor  the  first  time)  the  cubic  con- 
tents are  asceruined  with  great  ease,  «nd  rapidity, 
by  means  of  diagrams,  and  tables  of  level  cattings! 
Thin  octavo;  neatly  half  bound,  $1.  For  sale  by 
Wm.  Hamilton.  ...  j 

JuaeaS,  18&1,  V'lr 


Gerard  Ralstoli, 

21  TOKEN  HOUSE  YARD,  LONDON, 
orrKBB  ^iB  aaavicBB  roa  ithk 

PURCHABE  AND  SALE  OF 
AMJBRICAN    Sf:CURITI£S« 

COLLECrrtON^  OF  DIVIDENDS, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchaae  and  Inspection  of 

Railroad  Iron,  Ciuttrs,  or 

any  kind  of  Machinerjr. 

REFERENCES:     ' 
Messrs  Palmer,  ]|cKiIlop.  Dent  dt  Co.,  London. 

"       George  Peab«dy  A  Co,  London. 

"       Curtis,  Bouve  A  Co,  Boston. 
Richard  Irvin,  E|q.,  New  York.       j 
Robert  Ralston,  Eeq  ,  Philadelphia. 
C  C.  Janueson.  ^sq.,  Baltimore.  3t 

To  Contraetorfi. 


SEALED  PROPOSALS  will  be  reoeived  at  the 
Engineer's  office  of  the  Leziql^n  and  Big 
Sandy  Railroad,  in  Mt.  Sterling,  Ky.,  until  Aug. 
lOtli,  at  sun  down  Ifor  the  graduatioi)  and  masonry 
of  the  whole  of  sail  Railroad,  a  di£tancw  of  126 
miles.  Bids  will  ^e  received  for  any  number  of 
sections,  the  company  reserving  the  right  to  reject 
all  propositions,  ifb<mei  are  satisfactory. 

Propositions  are*  also  invited  by  ooutractora  of 
ability,  for  the  whole  road. 

This  road  runs  tfcrough  some  of  tihe  finest  por- 
tions of  the  State,  :the  facilities  for  tbe  sui^lies  of 
every  kind  being  tery  abundant. 

Plans  and  specifications  may  be  seen  at  the 
oflSce  after  July  ItL 

J.  B.  W£STBBOOE,  Chiaf  Eofineer. 

Portland,  April  K).  1863. 


rise* 


A  Go^M  £nterp 

THE  concentration  of  six  or  seven  R^Iroads  at 
Fort  Wayne,  Indiana,  viz  :  Ohio  and  Indiana, 
Fort  Wayne  and  clhicago,  Fort  Way»e  and  Cincin- 
nati, Fort  Wayne  Southern,  Wabash  Valley,  Fort 
Wayne,  Union  and!  Cincinnati,  and  tke  Fort  Wayne 
and  Mississippi  Ait-  line  railroads,  w}l  require  and 
offers  f&vora^le  iniinoements  for  an"  extensive  es- 
tablishment for  tht  manufactory  of  Kailroad  Cars, 
and  other  machindry.  Persons  willing  to  embark 
in  an  enterprise  oflthis  kind,  would  receive  encour- 
agement from  mu^  of  the  roads  abive  named,  if 
application  be  maoe  sOon.  |  * 

FarfWayiif,  May  IS,  1863. 
*  The  above  is  tjroin  responsible  parties,  wbowiU 
lend  efficient  aid  tb  the  enterprise  proposed  — IEd 
R.  R.J.  It. 


To  Railroad  Traek-i^ayers. 

PROPOSALS,  Under  seal,  are  remiesied  at  tbe 
Railroad  Joordal  office.  New  Y<Mk,  on  the  lOth 
July  next,  for  laying  the  track  of  the  Mobile  and 
Ohio,  Tennessee  atid  Alabama,  and  Paducah  and 
Tennessee  railroads ;— aggregate  length,  612  miles 
Plans,  specificatiois  and  other  required  informa- 
tion, will  be  furnished  at  the  time  and  place  above 
mentioned.  JOHN  CHILDE, 

Chief  Engineer. 
Mobile,  May  17  ih,  1663.  i 


Notice  to  Contraetors. 

PROPOSALS  Will  be  received  until  noon  the 
20th  June,  for  the  Graduation  and  Masonry 
of  the  Franklin  and  Warren  Raih-oad,  extendinir 
from  a  point  on  the  eastern  State  Lice  of  Ohio  iu 
the  County  of  Tru»nbuU  to  Ashland,  Ashland  coun- 
ty, Ohio,  a  distanqe  of  about  106  miles. 

The  line  will  be  ruady  for  examination  June  13tli 
For  particulars  appJy  at  the  Engineer'*  t^ce,  Frank- 
lin, Portage  county,  Ohio. 

The  remaining  distance  of  the  njad  extending 
from  Ashland  to  Payton,  or  Mayaville,  will  be 
ready  in  a  short  titne.  M.  KENT, 

Preaident  F.  &  W.  Railroad. 
SAM'L  H.  KNEA88, 
Chief  Engineer. 
FftAMuaw^M<^  19,  18W. 

..il 
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AMERICAN    RAILROAD    JOURNAL. 


CARHART'S    IMPROVED    TURNTABLE. 


THIS  TURNTABLE,  together  wiili  an  Engineer  inqaire  into  the  practical  utility  of  the  Table  as 
aud  Tender  of  30  tons  weight,  is  capable  of  be- iiesied  tor  the  last  four  years,  they  are  respectfally 
ing  turned  by  ONE  MAN  in  25  SECONDS.        'referred  to  the  •■     -  • 

The  Patentee  of  this  Inaproved  Table  wouJd  so-j     Hudson  River  R.  R.  Co., 
licit  an  examination  by  those  Railroad  Conipaniesj     S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
which  have  not  tried  its  merits.    It  is  guarantied  toiand  Penn.  R.  R.,  at  Pituburgh,  Pa. 
be  the  cheapest  and  most  durable  one  now  in  use  ;|    O.  Barnes,  E^q.,  Resident  Engineer  of  the  Cen- 
its  simplicity  rendering  it  impossible  to  get  outofre-ltral  Pennsylvania  R.  R.,  Pittsburgh,  Pa. 
pair,  unless  it  is  placed  upon  treacherous  founda-!    J.  Durand,  Elsq.,  Sup't  of  Cleveland  and  Pitts 
lions.     The  whole  cost,  ready  for  use,  was  former- 'biirgh  R.  R. 

ly  $1,300  apiece;  this  included  all  the  workman-     Wm.  E.  Furguson,  Elsq.,  Chief  Engineer  of  To- 

sfaip  and  materials,  which  were  the  best  that  couldjiedo,  Norwalk  and  Cleveland  R.  R.,  Cleveland,  O 

be  furnished,  with  the  exception  of  excavating  the      A.  J.  Conover,  Esq.,  Chief  Engjneer  of  Colum 


pit  and  furnishing  the  rail' lor  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  smalt  advance  on  the  above  men- 
tioned price.    Should  it  suit  the  pleasure  of  any  to 


bus,  Piqua  and  Indiana  R.  R.,  at  Piqua,  O 

Fig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cut,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.    The  Track  is  spiked 


confer  with  the  subscriber  for  further  particulars,  and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.    The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  8,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Pig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  C,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
V'  ■  .  !v  f  .r'.,  Cleveland,  Ohio. 

February  14, 1853. 


LAHAYE'S 
pjitent  Self-acting  Brake. 

THE  atten*'oo  of  Railroad  Compooies  \a  reBpectfliUy  called  to 
Utis  improvC«tDent,  used  excluaively  on  all  Passenger  Cars 
uDon  U>e  PtUladeip.'Jia  a"*!  ReadinK  RaUroaA  and  now  being  at- 
tached to  ihoae  building'  for  Uw  Camdeu  auU  AUauuc  Eailroad, 

and  several  other  Roads.  .....  j  .  r,        -.i. 

Lahaye-.  Self-acting  Brake  0«n  bo  attached  to  any  Car  with- 
out inuiferiog  wiUi  the  ordinary  Hand  Brake,  is  simple  id  its 
coostruBtioo,  and  reliable  in  its  actioa  „    .         . 

By  trials  made  with  this  Brake,  Passenger  Trams,  at  a  speed 
of30  mUe.  per  ho»ir,  have  been  brought  to  rest  within  ^distance 
of  260  feet. 

Jot  Right  to  use,  or  any  ot^er  information,  apply  to 

O.  A.  NORRId, 
American  RkUway  Agency,  12  Fvquhv  Buildings, 


To  £ngfineer8,  Arcliitects  and 
Draug^litsiiien. 

THE  undersiened  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  professions,  that  he  has  con- 
stantly on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb  9  1863.  316  Broadway,  N.  Y. 


Oxford  Furnaee,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  EUil- 
road  Wheels,  made  from  the  celebrated  Oxford  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford  Furnace  P.  O.,  will  be  attended  to  promptly. 

s«pt.  11,  vm,     ij* 


IRON. 
Pierson  &  Co.,     '  "  • 

34  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  aoaortment  oi 
ENGLISH  and  AMERICAN.  Refined,  BAR, 
BOLT.  SHEET  and  SHAFTING  IRON,  especially 
manofacturedfor  LOCOMOTIVE  and  CAR  BUH.D 
BRS,  and  RAILROAD  MACHINE  SHOPS  ;  also^ 
Boiler  Plates  and  Riveu,  Sheet,  Caat  and  Spring 
oteei. 

Locomotive  Cranks.  Axles,  Tires  and  l^re  Bars,  ol 
he  B.  ().  LOWMOOR,  and  other  approved  makes 
mportad  to  ordsr  on  the  most  favorable  temas. 


nportad  to  ore 


18H. 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES.       | 

HENRY  V.  POOR,  Editor. 
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American  Railroad  Journal. 


Saturday,  Job*  11)  1853> 

For«l|^ik  In-rettmeatB  Ia  the  United  States. 

For  a  few  years  past,  the  subject  of  investing  a 
portion  of  their  surplus  means  in  the  United  States, 
has  been  steadily  attracting  increased  attention 
ft-om  the  capitalists  of  the  Old  World.  There,  the 
appropriate  objects  do  not  exist,  to  give  full  em- 
ployment to  the  surplus  property  thatages  have  ac- 
cumulated. The  abundance  both  of  capital  and 
labor  begets  an  excessive  competition  injevery  de- 
partment of  industry,  and  in  most  cases,  render 
the  average  gains  of  both  very  small.  On  the  oth- 
er band  every  one  of  the  past  two  hund^«d  years 
bas  added  another  to  the  vast  burdens  which  the 
civil,  religious  and  military  institutions  of  the  Old 
World  have  imposed,  aud  which  are  now  crushing 
into  the  dust  the  nations  of  Europe.  The  English- 
man of  the  present  day,  with  a  patient  loyalty, 
which  exceeds  the  fictions  of  romance,  carries  on 
his  shoulders  an  aggregate  of  burdens,  each  one 
of  which  was  regarded  as  sufScient  to  crush  the 
generation  on  whom  it  was  first  imposed  and  is  now 
by  bis  daily  toil  paying  the  penalty  for  all  the  er- 
rors and  follies  committed  by  incompetent,  profli- 
gate, or  misguided  rulers  for  hundreds  of  years. 
The  follies   aud  the  mistakes  of  the   past  kk  as 


world  are  laboring,  an  event  too  far  in  the  future 
to  cause  the  slightest  degree  of  alarm  or  s^preheu- 
sion. 

It  is  in  the  n  itural  order  of  thkigs,  that  illVl:'^t- 
ments  in  this  couutry^by  foreigDeh«.  should  l>egin 
in  the  shape  of  credits  extended  <to  our  more  im- 
portant enterprises.  This  enabll'S  him  to  reap  a 
portion  of  the  profits,  without  runtiing  the  risks  of 
loss  in  case  of  f:  ilure.  It  would  b|e  nnnise  for  him 
to  undertake  thjse  enterprises  onjbis  own  account, 
till  experience  should  have  accustomed  him  to 
whatever  is  |)ccaliar  in  our  climate,  soil,  the  char- 
actir  of  our  pec  pie,  and  our  moda  of  working.  We 
accordingly  find  that  as  far  as  otr  railroads  are 
concerned,  and  which  are  now  absorbing  para- 
mount attention,  foreigners  confine  their  [in- 
vestments chiefir  to  the  securities  issued  by  our 
companies,  based  upon  their  corporate  property. 
As  experience  d;veIopes  the  char^cterof  these  en- 
terprises, the  in  vestments  are  extended  to  the 
f,har(s  of  the  contpany,  by  which  the  purchaser  di- 
rectly becomes  la  part  owner  of  a  road,  and  res- 
ponsible, to  a  certairf  extent,  for  iQa  good  manage- 
ment, and  runs  |,he  risk  of  its  future  success. 

There  is  no  d^ubt  that  the  true  interests  of  our 
own  people,  and  the  foreign  creditor  and  capital- 
Lit,  exactly  ham^onize.  We  deri^  no  advantage 
by  borrowing  fo^  works  that  are  dot  needed.  It 
is  an  absolute  iitjury  for  us  to  aqticipate  wants 
that  will  only  exist  in  the  future,  jit  is  only  a  na- 
tural growth  thai  >s  a  healthy  oni.  Our  people 
experienced  the  ^fiect  of  the  injncEcious  applica- 
tion of  money  in '  the  speculations  Of  1836  aud  '7 
The  sums  borrowled  at  that  time  bjr  the   sUtes  of 


much  his  birthright  as  are  its  wisdom  and  achieve- 
ments. 

Modem  inquiry  and  investigation  seem  to  have 
discovered  no  remedy  for  the  consUmtly  increas- 
ing burdens  of  governments.  The  good  and  the 
bad  grow  in  the  same  field,  with  equal  luxuriance. 
The  tares  cannot  be  rooted  out,  without  at  the 
same  time  destroying  the  wheat.  The  necessary 
reforms  cannot  be  ett'ected  without  subverting  so- 
ciety, and  subversion  does  not  necessary  imply 
change  nor  progrcs-s. 

But  to  cut  short  the  speculative  view  into  which 
we  have  been  running,  the  attention  of  foreign  cap- 
italists is  now  largely  attracted  toward  this  coun- 
try. They  see  here  all  the  elements  of  wealth, 
scattered  in  such  profusion,  that  capital  will  pro- 
duce twice  the  return  that  it  does  in  Europe,  simi- 
larly employed.  We  have  millions  of  acres  of  the 
most  fertile  soil,  entirely  unproductive  for  the 
want  of  means  and  people  to  till  them.  In  this 
soil,  and  lying  at  the  very  surface  are  the  richest 
beds  of  coal,  and  of  iron,  copper,  silver,  zinc,  and 
lead  ores,  which  are  unworked  for  a  similar  rear 
son.  Our  lands  that  are  cultivated,  are  made  to 
yield  only  a  modicum  of  their  capacity,  for  the 
reason  that  the  transportation  of  the  products  to 
market  nearly,  if  not  quite,  equals  their  value. 
The  foreigner  is  beginning  to  appreciate  the  ex- 
tent of  the  physical  resources  of  this  country.  He 
is  further  beginning  to  understand  that  civil  insti- 
tutions must  be  the  most  stable,  where  every  citi- 
zen believes  that  any  change  would  only  work  in- 
jury to  him.  He  visits  this  country  and  sees  per- 
fect order  without  the  slightest  manifestation  of 
force  He  will  travel  from  one  extreme  of  the  land  I  Illinois  and  Mississippi,  for  instaocc,  instead  of 
to  the  other,  without  seeing  one  government  offi- 1 benefitting,  were  .productive  in  fact  of  themostse- 
cial  acting  as  a  conservator  of  the  peace.  There  rious  evils  that  cbuld  befall  them,  the  works  pro- 
jected were  in  adivanoe  of  the  bu4ness  wants  of 


are  no  breaches  of  the  peace,  because  all,  both  rich 
and  poor,  are  equally  convinced,  that  their  inter- 
ests are  best  promoted  in  maintaining  the  present 
statvs  of  society.  In  some  parts  of  Europe,  on  the 
other  hand,  the  obedience  of  the  majority  is  a 
forced  submission.  The  mass  believe  that  change 
would  bring  an  improvement  of  their  condition, 
and  experience  has  proved  that  change  may  take 
place  when  least  expected.  In  this  country  the 
people  are  averse  to  change  and  will  continue  so, 
till  lapse  of  time  shall  have  brought  with  it  the 
same  evils,   imder  which  the  people   of  the  old 


the  country,  andkost  of  themcoal^not  have  been 
sustained,  if  build.  In  many  cases  the  routes  se- 
lected were  not  ^ch  as  a  wider  Experience  ha-s 
shown  to  be,  the|  proper  ones.  Tbe  money  ob- 
tained led  to  the  jundertakiug  of  collateral  works, 
gave  an  inflated  ^alue  to  all  kinds  of  property,  and 
stimulated  specufcitioo  to  an  extraordinary  degree 
The  policy  adopited  by  the  abov«  states  was  a 
false  one  from  tlid  beginning  to  the  end.  The  i^ 
parent  prosperityi  of  a  few  years  j  proved  to  be 
most  unsubstantial.    A  disastrous  revulsion  fol- 
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lowed,  involving  i\  complete  abandonment  of  the 
sobemes  undertaken,  with  the  loss  of  all  or  nearly 
all  invested  in  them,  an  entire  prostration  of^state, 
and  with  it,  to  a  considerable  extent,  by  neces- 
sary sympathy  of  individual  credits,  which,  in 
the  «tate  named,  have  delayed  for  year*  the  con- 
struction of  railroads  to  meet  pressing  wants, 
and  which  now  are  prosecnted  under  great  di*;- 
advant.iges. 

The  credits  obUiined  by  these  states  have  pro- 
duci-d  incakulablf  mischief.  But  for  them,  they 
would  make  vastly  greater  progress,  and  have 
occupied  a  very  different  relation  in  the  sisterhood 
of  the  states,  from  what  they  now  sustain.  The 
experience  of  each,  is  evidence,  on  an  extended 
scale  of  the  injurious  effects  upon  our  own  j)Cople, 
of  undert.akin;;  works  of  public  improvement,  for 
which  there  is  not  obvious  necessity,  and  means 
for  support  at  the  time. 

Tt  is  only  for  works  that  are  iravtcd,  and  which 
will  yield  a  remunerating  revenue,  that  we  cjvn  be 
benefitted  by  borrowing.  We  shall  sutt'er  asniuch 
in  departing  from  this  rule,  a.s  will  the  capitalist 
who  furnishes  the  montsy.  It  is  for  tho  purptwe 
of  laying  down  some  general  rules,  to  ^lejrve  as 
guitles  to  saff  investment,  addressed  more  partic- 
ularly to  foreigners,  but  equally  applicable  to  our 
own  people,  tliat  is  the  chief  object  of  our  pre- 
sent remarks.       j  ,  j 

As  before  stated,  our  safety  depends  upon  our 
conJining  ourselves  to  legitimate  projects,  in  which 
all  the  conditions  of  success  exist.  The  most  reli- 
able test  applicable  to  projects?  in  newly  settled, 
and  ;igricultural  portions  of  the  country  is  the  abil- 
ity of  the  lornl  population  to  contribute  a  consider- 
able portion  of  the  cost  of  their  construction.  Such 
contributions  are  good  evidence  that  the  commu- 
nity capable  of  making  them,  will  be  able  to  sup- 
ply a  sufficient  tratHc  for  the  support  of  a  railroad, 
and  arc  a  guarantee  that  those  having  the  enter- 
prise in  charge  will  take  good  care  not  to  waste 
money  by  injudicious  expenditures,  or  bad  man- 
agement. Roads  built  under  these  guarantees  will 
as  a  general  rule,  be  sure  to  be  remunerative,  and 
as  soon  as  exjKjrience  shall  demonstrate  the  fact, 
we  shall  al-vays  find  a  ready  market  abroad,  for 
such  as  we  cannot  carry  ourselves. 

Acting  upon  the  rules  we  have  laid  down,  we 
cannot  overdo  the  business  of  railroad  construc- 
tion, and  no  danger  is  to  be  apprehended  from  their 
progress,  however  rapid.     The  moment  we  depart 


dei-standingly.  They  have  thoroughly  studied  the 
situation  of  our  |ieopIc,  their  wants,  the  relations 
that  railroads  sustain  to  .the  commerce  of  the 
coui.tr}',  and  the  conditions  necessary  to  their  pecu- 
niary success.  In  their  pnrcjiases  oS  securities 
they  are  governed  by  precisely  the  same  rules  by 
whi<;h  a  prudent  merchant  would  be  governed  in 
the  purchase  of  merchandise.  They  satisfy  them- 
selves that  the  securities  offered  possess  every  in- 
trinsic merit.  That  they  represent  an  actual  busi- 
ncss  transaction,  and  they  will  take  none  of  a  dif- 
ferent character,  oo^nor*  than  will  a  connect  bamk-, 
er  discount  arcommndation  paper.  Such  papef 
may  turn  out  to  be  good,  but  the  rule  is  against  it 
and  consequently  it  is  proi)erly  rejected.  Our 
German  purchasers  in  buying  largely  of  our  se- 
curities, adopt  another  precaution  of  great  service 
to  us  as  well  as  to  themselves.  They  purchiise 
what  they  have  an  immediate  use  for.  They  do 
not  load  themselves  with  three  or  four  times  the 
amount  for  which  they  have  orders,  for  the  pur- 
l>o.><e  of  speculation,  nor  for  the  purpose  of  holding 
them  to  await  a  contingent  or  future  demand. — 
The  consequence  is  they  are  regular  buyers,  in- 
creasing theirorders, little  by  Ml  tie,  by  each  steam- 
er, which  gives  steadiness  and  regularity  to  the 
market  on  this  side.  For  the.se  rea-sons  the  Ger- 
mans are  our  best  customers  in  more  respects  than 
<Mie.  They  are  the  largest  buyers.  They  confine 
their  purchases  to  our  best  securities,  which  in- 
directly serves  as  a  check  upon  weaker  projects, 
and  they  purcha.se  with  the  same  regularity  that 
their  merch.ints  do  our  cotton  and  tobacco,  and  in 
this  way,  give  a  uniform  tone  and  character  to 
our  money  m.irket. 

The  English  purchasers  on  the  other  hand,  pur- 
sue an  entirely  diflfcrent  method.  Instead  of  com- 
ing to  this  country  to  study  the  rationale  of  our 
system,  to  collect  information  that  shall  enable 
him  to  discriminate  between  fictitious  and  merito- 
rious projects,  the  purcha.ser  for  investment  buys 
of  some  London  house,  which  has  bought  out  an 
American  scheme,  in  that  market.  In  this  case 
the  liaidrr  in  fact  represents  the  seller,  repcatshis 
statements  and  representations,  and  knows  only  so 
much  about  the  affair  as  the  principal,  who  is  anx- 
ious to  sell,  communicates  to  him.  Of  course  all 
information  is  drawn  through  interested  and  con- 
sequently unsafe  channels.  Now  of  all  the  na- 
tions of  Europe  with  whom  we  are  on  terms  of  fa- 
miliar intercourse,  the  Englishman  knows  the  least 


from  them,  we  throw  aside  all  the  guarantees  offu 
ture  safety.     All  destinction   between   souixd  and 
speculative  projects  is  lost  sight  of,  and  we  shall 
be  as  liable  to  waste  as  to  invest  our  money  prop- 
erly.    If  schemes  that  look  well  on  paper  or  about 
which  a  plausible  story   can  be  invented,  »re  al- 
lowed to  take  the  same  place  in  popular  favor  with 
those  having  a  substantial  basis  in   the  contribu 
tions  of  parties  immediately  interested  in  their  con 
struction,  our  present  prosperity  is   soon  to  meet 
with  a  disastrous  reverse. 

It  is  exceedingly  fortunate  for  us,  that  the  cau- 
tions we  have  urged,  have,  with  few  exceptions, 
been  observed,  both  by  our  companies,  and  the 
purcliasers  of  their  securities.  The  great  mass  of 
these  securities  held  on  foreign  account,  are 
well  based.  They  were  taken  at  fair  rates,  and 
there  has  been  a  steady  appreciation  of  their  mar- 
ket value  at  home  and  abroad.  Our  principal  Eu- 
ropean customers,  the  Germans,  have  bought  unr 


about  this  country,  its  condition,  its  internal  econ- 
omy, its  works  of  improvement,  its  resources, 
what  wc  have  accomplished,  and  what  we  are  now 
doing.  The  mass  of  his  countrymen  have  never 
made  this  country  an  object  of  study.  One  of  the 
peculiarities  of  that  people  is,  that  they  are  gov- 
erned by  certain  maxims,  or  habits  of  thought, 
which  when  adopted,  arc  only  changed  with  the 
greatest  difficulty.  The  English  investments  in 
this  country  made  in  1836,  turned  out  disastrous- 
ly, and  they  at  once  drew  the  inference  that  none 
could  be  safely  made,  and  they  have  steadily  re- 
fused to  investigate  the  subject  up  to  the  present 
time.  The  incredible  progress  which  we  have 
been  making  without  their  aid,  and  the  wonderful 
success  of  our  works,  have  at  last  awakened  to 
some  extent  the  Englishman  ft-om  his  indifference, 
and  he  has  recently  began  to  inquire  about  our 
railroads.  The  few  purchases  which  has  thus  been 
made,  have  been  in  projects  bought  out  in  Lon- 


don, about  which  in  fact  he  actually  knows  noth- 
ing, and  can  know  nothing  except  by  coming  to 
the  United  States,  and  making  a  personal  study 
of  our  works.  He  consequently  is  exposed  to  the 
<i«ngcr  of  being  mfelesd,  and  of  making  bad  bar- 
gains. All  he  knows  about  the  scheme  is  what 
"  the  highly  respectable  and  wealthy  firm  of  Jones 
Brmru  &  fiinitk"  know,  which  m  probably  just 
nothing  at  all.  What  should  Messrs  Jones,  Brown 
&  Smith  know  about  the  subject  of  railroad 
investment  in  the  United  States?  Most  pro- 
ablyi  they  have  never  given  a  thought  to  the  sub- 
ject, till  the  scheme  was  presented.  They  have 
never  been  in  the  business.  They  are  most  re- 
spectable men,  of  unquestioned  character  and  in- 
tegrity, and  no  firm  in  London  stands  higher,  but 
on  talking  upon  the  subject  of  a  proposed  road 
Mr.  Smith  may  very  likely  inquire  (as  was  the 
fact  at  a  recent  dinner  given  by  the  Lord  JSlayor 
of  London,  at  which  an  American  gentleman  was 
present,)  "  which  of  the  two  American  States  were 
the  largest,  Cincinnati  or  Illinois  ! ! " 

Now  there  can  be  no  arbitrary  maxims  laid 
down,  by  which  persons  without  any  knowedge 
of  the  project  themselves,  can  distinguish  a  sound 
form  in  an  unsound  project.  A  line  or  scheme  may 
look  ever  so  well  on  paper,  and  still  prove  a  worth- 
less one.  A  person,  to  correctly  estimate  the  pro- 
bable business  of  a  given  line  of  railroad,  must  un- 
derstand the  tendencies  and  direction  of  the  com- 
merce of  the  country.  In  a  new  country  like  our 
own,  these  tendencies  are  constantly  changing  as 
commerce  becomes,  through  the  aid  of  modem 
improvements  and  science,  released  from  old  chan- 
nels, which  were  the  natural  water  courses.  A 
person  too,  to  form  a  correct  estimate  of  the  prof- 
its of  a  road,  must  be  well  acquainted  with  the 
capacity  of  the  route  traversed  to  supply  a  lucra- 
tive business.  The  examination  of  the  best  maps 
or  the  study  of  the  best  geographical  or  commercial 
gazetteer,  will  throw  but  little  light  upon  the 
subject.  The  representations  of  interested  parties 
however  honestly  made,  may  contain  fallacies 
which  nothing  but  a  i)ersonal  examination  could 
detect. 

We  think  the  interest  of  all  parties,  both  of  pur- 
chasers and  sellers,  will  be  best  promoted  by  hav- 
ing all  our  schemes  first  brought  out  at  home.  It  is 
only  at  home  that  a  correct  estimate  can  be  form- 
ed of  their  value.  The  general  sentiment  of  tlie 
country  will  rarely  mistake  either  the  character 
of  the  project  or  of  the  parties  engaged  in  it.  This 
sentiment  will  assign  to  it  its  true  position.  The 
evidence  upon  which  this  judgment  is  made  up,  is 
often  of  too  complicated  and  subtle  a  kind,  to  be 
either  analized  or  sustained  by  reference  to  partic- 
ular and  palpable  facts  ;  but  for  this  very  reason 
it  is  all  the  more  valuable,  and  less  liable  to  lead 
into  error.  Wo  often  cannot  trace  our  strongest 
convictions  to  any  source.  We  absorb  them,  as  the 
plant  does  the  atmosphere.  Weoflen  oppose  them 
to  the  strongest  individual  testimony.  Nothing  is 
more  common  than  to  disprove  the  direct  stile- 
ments  of  a  witness,  by  the  common  sentiment  of 
a  community.  Now  by  taking  up  a  scheme  brought 
out  in  Lond(Hi,  the  purchaser  dispenses  with  the 
very  best  evidence  in  the  case, — evidence,  too, 
which  may  constitute  his  only  safety. 

Parties,  on  taking  a  scheme  to  London,  have  two 
objects  in  view  ;  either  to  obtain  a  better  price 
than  can  be  had  at  home,  or  to  sell  something  that 
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has  no  domestic  market  value.  In  the  first  case, 
it  is  for  the  interest  of  the  foreigner  to  make  his 
purchase  in  this  country,  becausea  he  can  buy 
cheaper.  In  the  second,  he  runs  a  great  risk  in 
buying  what  has  no  market  value  where  best 
known.  He  pays  higher  prices,  and  he  runs  great- 
er risks  than  if  he  made  his  purchases  on  this  side 
of  the  water.  In  both  c»se.s  he  discards  a  whole- 
some rule  which  cannot  long  be  violated  with  im- 
punity. If  he  takes  up  a  project  wliich  has  not 
sufficient  domestic  repuation  to  give  it  currency, 
it  may  result  in  positive  injury  to  us,  though  we 
may  get  his  money.  We  are  ;is  much  injured  as 
he  is  by  borowingfor  projects  that  are  not  legitimate 
and  self-supporting,  as  the  cases  instanced  fully 
prove. 

Again,  there  is  great  danger  that  the  English 
market  will  be  lost  to  us,  if  has  not  already  been, 
by  the  course  that  negotiations  brought  out  in  that 
country  have  taken.  The  schemes  brought  out 
there  are  as  much  for  sale  as  ever.  They  have  been 
simply  taken  oti'the  hands  of  the  first  holders. — 
This  does  not  dispone  of  the  securities,  by  any 
means.  Tlu-y  are  still  held  in  large  hhckxhy  lead- 
ing capitalists,  and  are  yet  to  be  taken  fovcim sump- 
tion. The  (ierman  banker  distributes  his  bonds  in 
small  lots  among  the  whole  population,  as  he  would 
tobacco  and  corn  were  he  a  merchant.  A  good 
American  railroad  security,  of  an  established  char- 
acter, is  as  current  in  Germany  as  is  a  bank  note 
in  England.  It  must  be  a  similar  credit  to  be  of 
value  to  us  in  there.  Unless  it  can  be  obtainedthe 
securities  we  have  already  sent  to  England  may 
be  returned.  The  want  of  a  gefieraJ  demand  for 
our  securities  is  the  reason  why  they  advance  so 
.slowly  after  they  are  bought  out  in  the  London 
market.  We  presume  that  the  Illinois  Central 
bonds  will  not  bring  a  penny  more  than  the  first 
day  they  were  sold.  If  the  scheme  had  been  first 
brought  out  in  this  country,  so  as  to  interest  Amer- 
ican and  continental  as  well  as  English  buyers,  we 
have  uo  doubt  that  bonds  of  that  company,  which 
are  not  selling  at  all  in  this  country,  would  by 
this  time  have  commanded  a  handsome  premi- 
um. 

To  our  people  we  repeat  our  conviction  that  all 
our  schemes  should  be  brought  out  at  home.  If 
we  Jirst  give  currency  to  them  we  invite  the  com- 
petition of  capital  throughout  the  whole  world. — 
This  competition  is  sure  to  carry  the  securites  stea- 
dily upward.  We  appeal  to  the  experience  of  the 
past  in  proof  of  the  correctness  of  our  views.  Our 
progress  has  been  regularly  onward,  because  our 
system  has  been  a  sound  one.  Foreign  purchasers 
have  refused  to  take  the  securities  till  a  domestic 
reputation  was  acquired.  If  we  had  pursued  any 
other  method  the  whole  system  would  have  bro- 
ken down  long  ago.  If  we  had  commenced  run- 
ning off  to  England  with  our  projects,  as  we  an-  do- 
ing now,  and  could  have  obtained  money  upon  them, 
we  should  have  only  repeated  the  follies  and 
experienced  the  disasters  consequent  upon  the  ex- 
pansions of  1836.  If  those  engaged  in  new  pro- 
jects can  borrow  all  they  want,  they  will  do  noth- 
ing themselves,  but  will  spend  lavishly,  and  very 
likely  to  little  purpose,  what  they  get,  and  our  system 
instead  of  making  real  progress,  which  is  another 
name  for  a  healthy  growth,  will  expand  without 
strength,  and  break  down  of  its  own  weight. 

If  the  rules  we  have  laid  down  should  appear  to 
operate  injuriously  to  some  of  our  companies,  by 


postponing  tlieir  sohcuio.s  to  "a  more  convenient 
season,"  we  are  satisfied  that  such  companies  are 
just  in  situations  to  be  benefitted  by  our  advice. 
If  tli6y  have  no  intrinsic  strength,  they  must  wait 
till  they  acquire  it.  We  can  do  them  no  greater 
service  than  to  restrain  them  from  an  enterprise  in 
which  they  will  certainly  fail.  As  far  as  foreign- 
ers are  concerned,  our  only  object  is  to  throw  out 
hints,  as  necessary  guides  for  their  own  safety,  and 
we  are  are  more  fie<?  to  speak  because  we  are  con- 
vinced that  the  interests  of  all  parties  to  our  rail- 
road securities,  both  the  seller  and  purchaser,  .ire, 
as  be  i'oTc  stated,  in  exact  harmony. 

We  desire  to  draw  attention  to  this  country, 
which  is  to  be  the  recipient  of  the  capital  as  well 
as  the  surplus  population  of  Europn;.  Our  institu- 
tions furnish  guarantees  of  greater  safety  than 
any  other.  Capital  can  be  made  vastly  more  pro- 
ductive here.  It  is  now  flowing  in  upon  us  with  a 
rapidly  increasing  volumn,  and  we  desire  to  sec 
such  use  made  of  it  as  .shall  confirm  and  strengthen 
the  favorable  impre.s.sion  already  made. 


Kxhlblt  of  the  Dayton  and  lirestern  Rail* 
road< 

To  l/w  Hoanl  of  IHreclors  and  Shtirch/thlciii  of  th£ 
Daylon  and  Wtsltm  Railroad : 

Gknts  : — The  firet  report  made  by  P.  P.  Lowe, 
Esq.,  President  of  this  Company,  gave  a  satisfac- 
tory statement  of  the  chartered  privileges,  the  or- 
ganization of  the  Company  and  Board  of  Directors 
and  the  progress  made  up  to  the  date  of  his  report, 
together  wtth  an  estimate  of  the  future  wants  of 
the  Board  in  order  to  complete  the  work,  and  sug- 
gestions also  as  to  contemplated  connections  and 
influences  upon  other  companies  and  like  improve- 
ments, in  connection  with  estimates  of  the  amount 
of  freight  and  number  of  passengers  which  would 
necessarily  pass  over  our  road,  and  it  is  gratifying 
to  know  that  his  calculations  were  predicatt-d  up- 
on the  right  principle  and  safe  data,  and  although 
some,  less  thoughtful,  deemed  them  too  high,  yet 
we  are  now  jissured  by  actual  results,  that  his  an- 
ticipations will  be  more  ihau  realized.  Important 
lateral  branches  and  entire  extensive  lines  of  rail- 
road, not  then  suggested,  are  now  under  construc- 
tion, which  lead  directly  into,  and  will  bring  al- 
most their  whole  product  for  transportation  over 
the  Dayton  and  West*?rn  line,  seeking  an  eastern 
outlet. 

Since  the  above  named  report,  two  others  have 
been  presented  to  the  Board  and  Stockholders  for 
their  consideration  and  approval,  but  as  they  re- 
ferred entirely  to  the  finances,  progress  and  busi- 
ness of  construction,  and  not  of  any  general  inter- 
est, it  was  not  considered  essential  to  make  them 
public. 

In  the  last  published  reports  of  this  and  the  In- 
diana Central  railway  company,  the  mutual  inter- 
ests of  the  two  companies  are  referred  to,  and  ev- 
ery day's  experience  enforces  the  propriety  of  a 
union,  and  consolidation  of  the  two  companies; 
and  one  of  the  most  important  transactions  taken 
by  the  Boai-d  of  Directors  is  the  perfecting  of  such 
an  agreement  between  the  two  companies.  Arti- 
cles of  consolidation  have  teen  executed,  and  on 
completion  of  the  two  roads,  the  present  Boards 
of  Directors  retire,  and  the  entire  stock  being  uni- 
ted, one  Board  will  be  elected  under  the  articles 
of  consolidation :  new  certificates  of  stock  will  be 
issued,  and  the  roads  become  one  between  Dayton 
and  Indianapolis,  the  length  of  which  will  be  one 
hundred  and  eight  and  one-half  miles,  with  less 
than  six  miles  of  curvature,  and  will  be  capable 
of  furnishing  a  greater  number  of  local  passengerii 
than  any  other  named  route  in  Ohio  and  Indiana, 
passing  as  it  does  through  the  most  highly  cul- 
tivated and  densely  populated  region  of  these 
States. 

The  articles  of  consolidation  piovide,  that  the 
two  Boards  shall  continue  to  execute  the  contracts 
of  their  companies,  and  are  required  to  bring  their  i 
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roads  up  to  the    first   class,  with  grav<l  ballast- 
ing. T  J 

That  the  8t<^ks,  assets,  and  i  property  of  each 
company  shall  >t)e  the  property  ot  the  consolidated 
company,  and  the  consolidated  Co.  shall  become 
liable  for  all  debts,  liabihties,  contracts,  and  en- 
gagements of  ehch  Co. 

The  Dayton  land  Western  railroad  Co.  agrees  to 
stock  and  run  the  line  fVom  Dayljou  to  Centreville, 
until  the  completion  of  the  whol^  line  to  Inianap- 
olis,  accountinf  lo  the  other  Com|)any  for  tl»e  re- 
ceipts. 

That  upon  tlie  completion  of  tlie  two  roads  con- 
structing, accotints  shall  be  mad«  out  and  a  stau.*- 
ment  of  cars,  ri>lling  stock,  and  ntiaterials  furnish- 
ed, and  from  these  the  proportiotate  value  of  tlie 
stock  in  each  rOad  shall  be  detemined,  for  which 
certificates  of  iock  shall  be  giv^  in  the  consoli- 
dated company.  These  articles  w^ere  perfected  and 
ratified  by  the  comp>anies  in  Jujy,  1862. 

These  two  ro^ds,  thus  consoliclated,  form  a  per- 
fect line  between  the  two  extren^e  points,  and,  in 
the  Ohio  Centra^  roads,  form  the 
of  railroad  leailftig  ea.si  and  west 
tes  of  Ohio  and  :  Indiana,  and  by 
sful  opposition  ^-jm  be  made  by 
bartered,  and  therefore  it  must  be 
end  paying  routa. 

The  railroad  Interests  of  Ohio  ;|iv  now  very  fully 
developed,  an^  the  companies  jiow  formed  and 
underway,  are  fcuificient  for  .ill  practical  purposes 
in  the  conveyance  of  all  the  throi)gh  and  local  bu- 
siness and  passenger  traffic.  A  majority  of  the 
chartered  companies  run  north  atul  south  to  tlie 
central  line,  ant  but  three  or  fourhmcast  and  west, 
the  most  important  of  which  is,  jand  always  will 
be,  the  one  constructed  along  tb<)  National  Road. 
This  is  justly  called  the  "Great  Rational,  Central 
Railroad,  Mail  knd  Passenger  roi4e,  '  passing  thro' 
the  cities  of  Wheeling,  Zanesiille,  Columbus, 
Springfield,  Daiton,  Richmond,  (Jentreville,  Cam- 
bridge city,  Indianapolis,  Terre  Haute,  to  St.  Lou- 
is, and  thence  l|y  the  Pacific  railrioad  to  San  Fran- 
cisco, j 

It  may  be  triply  asserted  that  uj>on  no  other  rail- 
wav  route  west|  of  the  AUeghat^j'  Mountains,  is 
there  so  great  |an  amount  of  tlixablc  means  so 
equally  distributed,  nor  a  road  w|iich  passes  thro' 
a  more  highly  dultivated  country;  In  Ohio  alone, 
immediately  al<>ng  this  central  jroute,  there  are 
more  than  one  knndred  millions  df  dollars  of  tax- 
able property,  aj  very  large  proportion  of  which  is 
constantly  employed  in  the  production  of  trade 
and  traffic  for  tkis  gieat  thoroughjfare.  The  same 
estimate  is  equally  applicable  to  this  route  in  In- 
diana. Wayne  County,  with  her  iRichmond,  Cen- 
treville,  and  Catnbridgc  city,  Ma^on  County  with 
Indianapolis,  together  with  ether  jconnties,  show  a 
great  excess  of  taxable  means  ov^r  any  other  line 
of  road  in  the  State,  and  it  may  bl|;  conceded  as  a 
fibct  that  on  this  grand  central  na|ional  road  route 
there  is  an  excetis  of  more  than  oic  hundred  and 
fifty  millions  of  dollors  of  taxable  Imeans  over  that 
of  any  other  direct  east  or  west  rj^ilroad  route,  as 
will  be  seen  by  tomparing  the  several  rejiorts  from 
the  Auditors  of  »StatA,s. 

In  the  Engineer's  report,  actompanying  Mr. 
Lowe's  exhibit,  he  coirectly  remairks,  "that  from 
the  nature  of  th<)  location  of  the  Obio  and  Indiana 
Central  roads,  tljey  must  become  jthe  Great  Mag- 
netic railway,  attracting  the  nuiqerous  tributary 
railroads  which  tire  now  in  o|)erat|on,  or  being  con- 
structed, leading  into  the  highly  prtaductive  regions 
on  the  north,  aiiid  to  the  cities  and  towns  scattered 
along  the  Ohio  rfver,  each  pouring  into  its  centre 
current,  the  immense  harvest  fro^  the  rich  and 
luxuriant  fields  through  which  it  ^a&ses.'  ' 

The  line  fromZanesville  to  Tenfe  Haute  is  capa- 
ble of  supporting  and  furnishing  »iore  local  pas- 
sengers and  tons  of  freight  than  aiiy  other  route 
in  the  States  before  named,  and  basses  through 
the  most  highly  cultivated  and  densely  popula- 
ted region  of  Ojiio  and  Indiana.,  The  cities  of 
Zanesville,  Newark,  Columbus,  Sptingfield,  Xenia, 
Dayton,  Richmotid,  Centrevillc,  Qambridge  City, 
Knightstown,  Indianapolis,  Terre  Haute,  and 
Springfield,  lUinbis,  contain  a  p^^pulation  of  mon 
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than  one  hundred  thousand  inhabitants,  and  with 
their  immediate  influences  will  sustain  the  road, 
independent  of  any  through  business. 

One  very  important  aid  to  the  central  line, 
running  east  from  Dayton,  will  he  the  Dayton  Xen- 
ia,  and  Belpre  railroad,  upon  which  the  work  is 
now  coraraenced,  and  the;  first  section,  reaching  to 
Xenia,  is  promised  to  be  finished  by  the  first  day 
of  December.  This  road  leads  into  an  iron  re- 
gion, and  through  one  of  the  finest  coal  beds  in 
Ohio,  and  when  finished  will  be  of  the  greatest  im- 
portance to  the  manufacturing  interests  of  Dayton, 
famishing  them  with  coal  andiron  of  the  very  best 
quality,  at  low  prices.  The  charter  and  connec- 
tions of  this  company  contemplate  a  Baltimore 
and  Washington  route,  over  the  Baltimore  and  Ohio 
road,  ;ind  is  th('  first  route  leading  ofl"  from  the 
Central  line  direct  to  Baltimore,  east  of  St.  Louis, 
and  will  have,  therefore,  a  most  important  influ- 
ence upon  our  road. 

Another  very  important  connection  formed  with 
the  Dayton  and  Western  road  will  be  the  Rich- 
mond and  New  Castle  roail,  leading  as  it  does  to 
Logansport  and  ttence  to  (!hicago.  The  laying  of 
the  track  is  now  progressing,  with  the  same  gauge 
of  our  road,  and  consequently  no  reshipment  need 
take  place  until  it  reaches  Dayton,  when  it  may 
be  either  shipped  to  Cincinnati,  Toledo, Sandusky, 
Cleveland,  or  farther  east  by  the  Central  road. — 
By  this  road  a  uniform  gauge  will  extend  from 
Dayton  to  Logansport,  a  distance  of  142 miles,  and 
thence  on  to  Chicago. 

The  roads  east  of  Dayton,  now  in  opera- 
tion or  being  constructed,  which  point  westward, 
leading  directly  into  the  Central  line,  and  in  a 
great  measure  dependent  upon  it  for  central  west- 
ern connections,  are  the  Pittsburg  and  Steuben- 
ville  to  Columbus,  Cleveland  and  Columbus, 
Springfield  and  Delaware,  a  very  important  Pitts- 
burg and  Cleveland  rouU.\  Mad  Rivor  and  Lake 
Erie,  Dayton,  Michigan  and  Toledo,  and  the  Mari- 
etta, Parkersburg,  Belpre,  Uallipolis.  Chillicothc, 
and  Xenia  and  Dayton  railroads.  .Vll  these  will 
therefore  be  more  or  less  interested  in  its  success- 
ful operation,  and  add  to  its  income  and  divi- 
dends. 

Running  cjisterly  from  St.  Louis,  and  the  Wa- 
bash Valley,  and  leading  directly  into  the  Indiana 
Central  road  at  Indianapolis,  are  the  St.  Louis  and 
Terre  Haute,  Lafayette  and  Indianapolis,  Jefler- 
sonville  and  Indianapolis,  Peru  and  Indi- 
anapolis, and  the  Madison  and  Indianapolis  roads, 
pouring  in  their  daily  lists  of  passengers,  tons  of 
freight,  thousands  of  cattle  and  hogs,  all  destined 
for  the  eastern  market. 

The  city  of  Indianapolis,  the  westeni  terminus  of 
the  Dayton  and  Western  and  Indiana  Cent,  roads, 
is  a  most  beautiful  and  well  situated  place,  con- 
taining some  10,000  inhabitants,  and  is  the  i^ntral 
point  for  some  seven  or  eight  railroads,  all  liaving 
common  interests  with  our  line.  Passing  east  over 
the  Indiana  Central  road,  are  the  flourishing  towns 
of  Greenfield  and  Knightstown.  Here  the  Jefter- 
sonville  railroad  enters  the  Central  line,  and  af- 
fords the  cities  of  New  Albany,  Jeflfersonville,  and 
Louisville,  as  well  as  business  direct  from  the  Ohio 
river,  below  the  falls,  easy  access  to  Central  Indi- 
ana and  Ohio,  and  especially  during  low  stages  of 
water  in  the  Ohio  above  the  falls,  will  this  accom- 
modation be  of  great  advantage  to  the  freight  and 
passenger  traffic  in  their  transit  to  the  lakes,  and 
further  east,  and  add  materially  to  the  receipts  of 
the  Dayton  and  Western  road.  E;»8t  of  this  are 
Raysville,  (iermantown,  (Jgden,  Dublin,  and  Cam- 
bridge city;  the  latter  is  a  well  built  and  prosperous 
place  at  the  crossing  of  the  Whitewater  canal.  A 
heavy  business  is  concentrated  here,  and  a  very 
large  pork  business  carried  on.  At  this  point  the 
Cincinnati  and  Cambridge  City  railroad  crosses  on 
ita  way  to  New  Castle.  East  of  Cambridge  isCen- 
treville,  the  county  seat  of  Wayne  county,  which 
is  the  most  highly  improved  and  productive  por- 
tion of  Indiana,  a  place  largely  interested  in  the 
wheat,  flour,  and  pork  trade.  East  of  this  is  Rich- 
mond, celebrated  for  its  large  investments  in  agri- 
cultural and  manufacturing  enterprises.  At  this 
point  the  Baton  and  Hamilton  road  enters  the 


Central  line,  with  its  trade  and  passengers  for  the 
west.  Also  the  Logansport,  New  Castle  and  Rich- 
mond road  with  its  trade  for  the  east,  over  the 
Dayton  and  Western  road  to  Dayton.  East  of 
Richmond  is  New  Paris,  a  flourishing  town  of  per- 
haps one  thousand  inhabitants,  from  which  point 
were  shipped  this  spring  over  the  Dayton  and 
Western  road,  from  one  house  more  than  500  tons 
of  bulk  meat  and  lard.  East  of  this  town  are  sev- 
eral new  places,  building  up  with  railroad  speed. 
In  fact  more  thriving  towns  can  be  enumerated  be- 
tween Dayton  and  Indianapolis,  the  two  extremi- 
ties of  the  Dayton  and  Western  and  Indiana  Cen- 
tral roads,  than  upon  the  same  length  of  any  other 
road  in  either  of  the  two  states. 

Dayton,  the  eastern  terminus  of  the  road  is 
known  as  possessing  the  best  improved  water  pow- 
er in  the  state  of  Ohio.  Its  importance  as  a  com- 
mercial, as  well  as  a  manufacturing  city,  is  rapid- 
ly developing.  This  year  the  large  amount  of 
building  materials  on  hand  have  been  found  inad- 
equate to  the  imperious  demands  of  improvement. 
The  canal  running  from  this  city,  to  Toledo,  Fort 
Wayne  and  Lafayette  furnishes  an  important  in- 
land commerce  to  the  city.  The  sixteen  gravelled 
turnpike  roads,  diverging  to  every  point  to  the  sur- 
rounding country,  furnish  easy  access  for  business 
and  the  carriage  of  the  family,  and  for  country 
town  products  to  this  market  on  its  way  over  the 
railroads,  and  in  return,  Ukes  away  the  products 
of  the  hundreds  of  hands  employed  in  our  manu- 
facturing establishments,  for  the'  improvement  and 
embellishment  of  the  surrounding  country.  Here 
also  may  be  found  the  most  extensive  flouring 
mills,  foundries,  machine  shops,  steam  engine  and 
railroad  car  establishments,  very  extensive  oil  mills 
together  with  all  other  essentials  for  a  large  and 
rapidly  increasing  trade.  Here  too  are  the  termi- 
ni of  several  railroads,  now  in  successful  o|)eration 
viz  :  the  Dayton  and  Michigan,  the  Mad  river  and 
Lake  Erie  railroad,  the  Ohio  Central,  the  Colum- 
bus and  Xenia,  the  Dayton  and  Belpre,  and  the 
Cincinnati  and  Dajtou  Short  Line,  now  construct- 
ing, the  Cincinnati,  Hamilton  and  Dayton,  the  Day- 
ton and  Greenville,  and  the  Dayton  and  the  West- 
ern, and  the  surveyors  are  now  at  work  on  anoth- 
er survey  north,  through  a  good  country,  and  ma- 
ny very  flourishing  towns,  to  Detroit,  on  the  Lake. 

Dayton  has  fine  churches,  unsurpassed  private 
and  public  schools,  and  a  highlyflourishingfemale 
academy,  banks,  and  market  houses,  a  court  house 
not  exceeded  for  architectural  beauty,  telegraph, 
express  and  mail  facilities,  and  is  in  need  of  but 
few  of  the  prerequisites  to  supply  a  great  city. 
These  all  tend  to  advance  the  prospects  of  the 
Dayton  and  Western  railroad,  relying  solely  upon 
it  for  a  direct  western  outlet.  The  road  was  open- 
ed to  New  Paris  in  February  last,  to  Richmond  in 
March,  and  to  Centreville  in  April,  and  although 
wc  have  no  regular  connection  west  of  Centreville 
as  an  outlet,  yet  our  daily  freight  and  passenger 
trains  are  making  their  regular  trips,  and  promise 
good  returns  during  the  summer. 

The  vast  importance  of  the  Dayton  and  Western 
and  in  the  cities  of  Dayton  and  Indianapolis  may 
be  estimated  from  the  fact  that  where  there  are 
from  sixteen  to  eighteen  distinct  and  important 
railroads  now  centering  in  them  and  the  most  di- 
rect and  central  route  east  and  west  from  these 
places  is  over  the  Dayton  and  Western  ?nd  India- 
na Central  roads. 

This  line  will  make  the  distance  from  Columbus 
the  capital  of  Ohio,  to  Indianapolis,  the  capital  of 
Indiana,  174  miles. 

It  was  expected  that  the  road  would  have  been 
opened  to  the  State  line  in  October  last,  but  the 
unusual  state  of  the  season  preveatedthe  contrac- 
tors finishing  the  grade,  the  deep  cut  and  fills,  but 
it  is  gratifying  to  know  that  the  road  is  now  in 
good  running  order  to  Centreville,  Indiana,  and 
will  be  fully  ballasted  before  another  winter.  And 
the  amount  of  business  done  since  the  opening 
gives  good  assurance  that  great  success  will  be 
certain. 

There  are  now  upon  the  road  6  locomotives,  5 
passenger  and  baggage  cars,  80  box,  cattle,  hog 
platform  cars,  &c.,  6lc.,  to  which  it  is  intended  at 


once  to  make  such   additions  as  are  necessary  to 
meet  the  wants  of  the  road. 

The  company  own  extensive  depot  grounds  in 
Dayton,  upon  which  they  have  a  spacious  brick 
warehouse  and  engine  stables,  and  are  now  erect- 
ing Machine  shops  and  Car  buildings  to  meet  the 
requirements  of  the  road. 

COST  OF  ROAD  AND  PIXTIRKS. 

Total  cost  of  road  and  other  fi.\ lures,  inclusive 
of  interest,  discount  on  bonds,  &.c.,  up  to  this  date. 
May  1st,  1853. 

Graduation,  Iron  Freights,  &c $632,955  05 

Masonry  and  Bridges 20,664  50 

Ties,  Chairs  and  Spikes 27,341  24 

Laying  Track  and  Ditching 21,910  00 

Ballasting  road 10,000  00 

Water   stations,  Engineering  service, 

and  right  of  way 12,227  63 

General  depot  and  grounds 14,306  6li 

Cattle  guards,  road  crossing,  etc ... .  3,723  05 


'  $643,127  9Vt 

Passengt'r  and  freight  cars 46,726  31 

Machmery 38,434  6G 


Engine  house  and  tools. 


$85,160  97 
$5480  29 


H 


$738,769  25 
L.  Brow.v,  Prest. 


Jnnc,  1863. 

Rallwrajr  Capital  and  Expenditure  In  the 
BritUh  laiea. 

The  railway  department  of  the  Board  of  Trade, 
have  issued  a  return  from  which  it  appears  that 
the  capital  and  loans  authorised  to  be  raised  pre- 
vious to  the  31st  Dec,  1861,  by  railway  companies 
in  the  United  Kingdom  amounted  to  361,428,448/. 
The  amount  of  share  capital  paid  up  to  that  date 
but  not  entitled  to  receive  any  preferential  divi- 
dend or  interest,  was  155,060,024/.,  and  receiving, 
or  entitled  to  receive  preferential  dividend  or  in- 
terest 34,4'.»4,155.  The  total  amount  raised  on 
loans  was  58,686,717/.,  making  the  total  amount 
raised  on  shares  and  loans  248,240,897/.  The  total 
length  of  railway  opened  for  traffic  on  the  31st 
Decembar,  1851,  was  6,889i  miles,  of  which  1,277 
miles  consisted  of  single  lines.  The  length  of  line 
in  course  of  construction  was  800  miles,  and  not 
commenced  or  in  abeyance  4,272  miles,  the  total 
length  authorised  being  11,962^  miles.  The  capi- 
tal and  loans  authorised  to  December,  1850,  am- 
ounted to  362,796,677 ;  and  by  acts  passed  in  '51 
to  6,815,172/.,  together,  396,611,849/.  From  this 
sum  is  deducted  the  amount  of  reduction  made  in 
the  capital  and  loans  authorised  to  December 
1860,  by  acts  passed  in  1851,  including  the  Great 
North  of  England  railway  capital,  8,183,401/.  leav- 
ing the  total  amount  authorised  on  the  Slst  Dec, 
1851,  361,428,448/.,  being  a  decrease  of  1,368,229/ 
as  compared  with  the  31st  December,  1850.  The 
amount  raised  by  shares  and  loans  to  December, 

1850,  was  240,270,746/.,  and  to  the  31st  December 

1851,  248;240,897,  showing  that  7, 970,161  had  been 
raised  during  1851.  Some  of  the  companies  rais- 
ed 194,496/.  in  excess  of  their  Parhamentary  pow- 
ers. The  whole  amount  which  at  the  end  of  1861 
the  companies  retained  power  to  raise  was  113,- 
382,048.  It  also  appears  that  the  powers  granted 
by  Parliament  for  the  compulsory  purchase  of  the 
land  required  for  the  construction  of  90  Imes, 
branches  and  extensions,  in  the  aggregate  1,986^/^ 
miles  in  length,  have  been  allowed  to  expire  with- 
out the  exercise  of  such  powers,  and  the  capital 
appropriated  by  Parliament  for  their  construction 
amounted  to  37,667,280/.  The  total  length  autho- 
rized to  be  constructed  by  the  acts  for  these  lines, 
etc.,  was  2,840i  miles.  During  1851  six  leases  and 
purchases  of  lines  were  authorised,  viz  :  the  lease 
of  the  Buckinghamshire,  53  miles  in  length  to  the 
London  and  North  Western  railway  company,  for 
999  years,  the  East  and  West  Yorkshire  16i  miles 
in  length,  to  the  York  and  North  Midland  for  99 
years,  the  Exeter  and  Crediton6  miles  to  the  Bris- 
tol and  Exeter  for  7  years,  and  Gloucester  and 
Dean  Forest  6  miles,  to  the  Great  Western, 
in  perpetuity.     The  purchases  were  the  Sheffield, 
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Rotherham,  Barnslcy,  Huddersfield.andGoole  15i 
miles,  by  the  South  Yorkshire  and  River  Dun  Co.; 
and  the  Wilts,  Somerset  and  Weymouth  by  the 
Great  Western  company. 

Cincinnati  and  Ctiarleston  Railroad. 

The  people  of  Cincinnati  are  taking  up  with 
much  interest  the  old  project  of  a  railroad  from 
that  city  to  the  south  Atlantic  ports.  At  a  recent 
citizens  meeting,  the  following  reportof  a  commit- 
tee, previously  appointed,  was  presented  by  Judge 
Hall,  and  unanimously  adopted  : 

The  committee  have  been  much  gratified  by  an 
interview  with  the  highly  intelligent  and  influen- 
tial gentlemen  who  have  been  deputed  by  the  cit- 
izens of  Knoxville  to  visit  our  own  city,  for  the 
purpose  of  interchanging  views  and  information  in 
reference  to  the  proposed  road,  and  they  indulge 
the  hope  that  this  meeting  may  be  the  means  of 
renewing  the  interest  which  has  long  been  felt 
here,  in  regard  to  the  matter,  and  directing  it  to  a 
profitable  result. 

The  subject  is  not  new  to  our  citizens  to  whom 
it  has  heretofore  been  presented  under  the  most 
imposing  auspices.  Nearly  twenty  years  ago  the 
magnificent  scheme  of  a  railway  connection  be- 
tween the  Atlantic  Ocean  at  Charleston,  S.  C,  and 
the  great  northern  Lakes,  at  a  point  within  our 
State,  was  urged  upon  our  community  under  the 
influence  of  some  of  the  most  distinguished  names 
of  our  country,  among  which  were  those  of  the 
Revered  Harrison,  Hayne,  Drake  and  Blanding. 
The  project  as  then  proposed  was  unsuccessful,  not 
on  account  of  any  demerit  in  itself,  but  from  cau- 
ses to  which  it  is  not  now  necessary  to  allude  more 
particularly.  But  although  the  plan  of  a  continu- 
ous road  from  the  Ocean  to  the  Lakes  was  aban- 
doned, the  connection  contemplated,  being  deman- 
ded by  the  circumstances  and  wants  of  the  coun- 
try, has  been  silently  working  its  own  way,  and, 
with  the  force  of  a  current  obstructed  in  its  natu- 
ral channel,  is  about  to  sweep  away  the  obstacles 
opposed  to  its  progress.  The  resources  of  North 
and  South  Carolina,  Georgia  and  Tennessee  have 
been  liberally  expended  in  connectingthe  seaboard 
as  various  points  with  the  interior,  until  the  rail- 
road system  of  the  South  has  approached  the  great 
valley  of  the  West,  in  our  direction  as  far  as  Knox- 
ville,  Tenn.;  while  the  roads  extending  North  and 
East  from  Cincinnati  have  reached  the  Lakes  at 
several  points,  and  are  successfully  united  with  a 
vast  system  of  railroad  communication,  pervading 
all  the  eastern  and  middle  States.  From  Cincin- 
nati southward,  in  the  direction  of  Knoxville,  the 
rails  arc  now  in  progress  of  being  laid  from  Co- 
vington opposite  our  city,  through  Lexington  to 
Danville,  in  Kentucky,  leaving  a  single  link  to  be 
provided  for  of  140  miles,  between  the  last  named 
place  and  Knoxville,  to  complete  the  enterprise 
which  has  heretofore  astounded  and  baffled  the 
best  minds  of  the  country  by  its  vastness  and  the 
difficulties  surrounding  it.  Individual  enterprise, 
local  interests  and  state  pride,  have  conspired  with 
the  natural  current  of  business,  and  the  gradual 
progress  of  improvement,  to  press  forward  in  par- 
cels the  greater  portion  of  this  work,  and  a  link 
only  remains  to  be  made  to  unite  and  bind  togeth- 
er, like  the  Keystone  of  the  Arch,  the  unconnected 
parts  of  this  immense  fabric,  into  one  ereat  nation 
line.  One  hundred  and  forty  miles  of  railroad 
are  only  wanting  to  complete  the  connection  by 
that  rapid  mode  of  transit  between  the  workshops 
of  New  England  and  the  plantations  of  the  South, 
through  Cincinnati.  One  hundred  and  forty  miles 
of  railroad  only  are  wanting  to  unite  the  whole 
railroad  system  of  the  South,  to  the  whole  railroad 
system  of  the  East  and  North,  and  to  establish  a 
daily  intercourse  between  the  shores  of  the  Atlan- 
tic and  the  Gulf  of  Mexico,  on  one  hand,  and  the 
valley  of  the  Mississippi  and  the  northern  hikes  on 
the  other. 

The  railway  from  Knoxville  to  Danville  is,  if  not 
the  most  important,  certainly  among  the  most  im- 
portant connected  with  Cincinnati  interests.  It  is 
part  of  the  line  of  railway  leading  to  the  southern 
cities,  planned  and  chartered  in  1836.     It  is  the 


only  one  which  remains  untonched.  All  other  parts 
of  that  gigantic  plan  are  either  completed,  or  in  a 
fair  way  to  completion.  If  either  of  the  other  parts 
are  valuable,  this  it  more  so,  because  uniting  all 
the  rest.  The  plan  of  1836  was  to  connect  San- 
<lusky  city,  on  the  Lake,  through  Cincinnati,  on 
the  Ohio,  with  Charleston,  S.  C.  This  single  link 
(not  more  than  1-10  mis)  will  unite Bufialo,  Cleve- 
land, Sandusky,  Toledo,  Chicago  and  St.  Louis, 
(in  the  North  and  West)  through  the  central  city, 
Cinciimati,  with  all  the  cities  of  the  South — with 
Charleston,  Augusta,  Savannah  and  Mobile — in 
fine,  it  is  the  last  link  wanting  in  a  net-work  of 
railwa3's  radiating  from  Oinciimats,  whoso  circuit 
is  a  thousand  miles  in  diameter,  whose  territory 
comprises  five  hundred  thousand  sriuare  miles,  and 
whose  cities  are  fast  growing  to  a  magnitude  rival- 
ing those  of  the  ancient  empires.  One  hundred  and 
forty  miles  of  railway  will  be  snflficient  to  con- 
nect this  immense  circuit,  and  compass  this  vast 
result.  Look  at  the  lines  completed  and  con- 
structing, and  you  will  at  once  acknowledge  this 
fact. 

1.  On  the  North,   terminating  at  Cincinnati,  we 
have  these  railways,  viz  : 

To.  .Miles. 

Buffalo  via  Cleveland 384 

Pittsturg,  from  Crestline 180 

Sandusky,  from  Newark  via  Columbus 101 

Sandusky  via  Dayton 216 

Toledo  via  Troy,  constructing 220 

« 'hicago,  via  Newcastle 258 

Terre  Haute,  via  Indianapolis 180 

West  to 

Independence,  via  St.  Louis,  constructing 580 

Louisville,  via  Jeffersonville 146 

East  to 

Wheeling,  via  Lancaster 246 

"    Columbus  (added) 140 

"  "    MarietU 254 

Parkersburg,  via  Hillsboro' 180 


On  the  the  north,  wost  and  east  we  have  con- 
tinuous lines  to  the  cities  west  of  the  Allc- 
ghanies,  making,  without  repeating  distan- 


ces  -.3058 

These  are  main  lines  concentrating  at  Cincinna- 
ti. To  the  South  they  will  be  carried  on  by  one 
great  trunk  line — from  Covington,  via  Lexington 
to  Danville — 103  miles. 

Now  let  us  look  at  the  lines   concentrating  at 

Kroxville,  from  the  South: 

Milea. 

1 .     The  East  Tennessee  and  Georgia,  to  Day- 
ton  110 

'1.     Western  ond  Atlanta  R  R.,  vi«  Dayton  to 
Atlanta 120 

3.  From  Atlanta  to  Charleston,  via  Augus- 

U 307 

4.  From  Atlanta  to  Savannah  via  Macon 293 

5.  Blue  Ridge  railroad  to  Charleston 816 

6.  Pensacola,  via  West  Point  and  Montgom- 
ery   250 

Aggregate  of  railways  concentrating  from  the 

South  at  Knoxville 1396 

Add  to  the  above  the  East  Tennessee  railroad, 
and  the  Virginia  Southwestern  railroad,  and  we 
have  an  aggregate  of  1981  miles  of  first  class  road, 
with  heavy  rails  connecting  at  Knoxville  and  ra^ 
dialing  through  the  whole  south.  But  there  are 
other  roads  in  progress  and  contemplated,  making 
the  entire  railroad  system  of  the  south  as  follows : 

Completed  and  in  operation 1,981  mites. 

In  progress  and  provided  for 2,052 

In  contemplation 977      "    : 

Total 4,980      " 

Between  Knoxville  and  Danville  is  140  miles, 
connecting  3,058  miles  of  railroad  on  the  one  hand 
and  four  thousand  nine  hundred  and  eighty  on  the 
other. 

This  makes  a  vast  aggregate  of  railway  influence 
bearing  upon  this  city — unequalled  in  magnitude 
to  any  upon  earth.  But  it  is  not  complete.  This 
link  from  Danville  to  Knoxville  must  be  made,  or 


the.sc  radii  will  be',  cut  in  two  *oq  instead  of  one 
great  wheel  unjted  at  the  hub,  wC  shall  have  only 
disjointed  spokfjs.  The  Knoxvije  branch  is  es- 
sential to  a  unibn  with  the  Blue  Ridp'  railroad, 
through  the  R^bun  Gap,  and  to  A  imion  with  tlie 
Virginia  Souths  western  railroad,  find  through  that 
with  the  N.  Carolina  lines.  J 

The  distance  ?  and  time  from  Qincinnati  to  the 
cities  of  the  soi  ith  by  this  line  wi|l  be 

To  Charleston,  via  Blue  Ridgo  rail- 
road   A 67(^miles   26  hours. 

To  Augusta  via   Atlanta 671     '         26      " 

To  Savannah,  via  Macon 798    "       32 

To  Pcnnsacola  vi.\  Montgom- 

erj' 750    "        80      " 

In  addition  t)  these  cities,  an<J Intermediate  pla- 
ces, we  may  ad  3,  that  the  rout^  through  Knox- 
ville will  be  th^ nearest  to  all  southwestern  Virgi- 
nia and  western  N.  Carolina. 

When  we  look  at  the  magnitude  of  these  con- 
nections, can  it] be  doubted  that  Cincinnati  ha«  an 
interest  in  this  jink  of  railway,  distant  as  it  may 
seera,  equal  to  that  inherown  intermediate  roads'? 
It  is  not  makinr  one  or  two  hundred  miles  from 
Cincinnati  in  one  direction,  but  itiis  making  2,900 

miles, — intersec  ting  the  whole  sonthem  country  ! 
It  is  the  interes,  of  the  railways  aready  terminat- 
ing at  Cincinnaii  to  make  this  on4  for  the  enlarge- 
ment of  their  o\  n  business — and  \-ctc  they  to  con- 
sult a  sound  po  icy  they  would  cdntribute  largely 
to  that  end.  \ 

The  familiar  irgunicnt  .so  well  Understood,  and 
so  dearly  cheris  led  by  every  rational  lover  of  his 
country^  which  joints  out  the  inestimable  value  of 
facilities  for  tra  le  and  travel,  as  fneans  for  bind- 
ing together  th(  parts  of  the  counitry  and  cement- 
ing the  politica  union  by  the  string  bonds  of  in- 
terest, applies  with  more  than  orAnary  force  and 
aptitude  to  the  proposed  work,  w^iich,  by  a  short 
connection,  brinfes  distant  latitud^sinto  an  easy  in- 
tercourse, unitetthe  south  and  thfe  east,  and  joins 
in  a  daily  intercourse  of  commeixie  and  courtesy, 
those  whom  the  evil  spirit  of  factjon  will  never  be 
able  to  put  assubder.  I 

We  have  not  space  in  this  report  to  specify  the 
vast  commercial  advantages  of  th0  proposed  con- 
nection, to  all  cancemed,  but  especially  to  Cincin- 
nati. Every  avenue  for  trade,  leading  to  a  city  so 
populous,  so  buiy  and  so  wealthy^diffuses  the  pro- 
ducts of  her  ants  aad  her  commerce,  and  pours 
riches  into  her  ikp.  In  every  otljer  direction  we ' 
have  railroads,  iumpikes,  canals,  Hvers,  reaching 
away  to  distantjpoints,  and  forming  tributaries  to 
iation  of  our  wealth  andbusinewi; 
as  been  closed  ageiinstus.  In  that 
ct  intercouse  haf  been  but  little, 
the  south  have  Reached  us  like 
through  New  Organs  or  N.  York, 
commissions  and  other  expenses. 


the  vast  accumt 
the  south  only 
direction  our  di^ 
The  products  of 
those  of  Europe  j 
burthened  with 


while  our  harvests  have  gone  to  tllem  under  simi- 


lar disadvantage 
nati  is  not   witli 
ville,  but  it  rea 
and  Savannah  b^ 
as  that  which  br 


The  well  cured  ham  of  Ciocin- 
ut  honor  at  the  tables  of  Knox- 
;hes  them  throu^  New  Orleans 
a  route   as  long  and  expensive 
ngs  its  juicy  riv;U  from  Westpha- 
lia to  the  same  l^ospitable  boards. 

Knoxville  is  jis  near  to  us  as  Qleveland,  if  the 
distance  be  me;»sured  on  the  maf ,  but  how  infi- 
nitely great  is  the  difference  of  intercourse  and  ac- 
cessibility. We  ireach  Cleveland  by  an  easy  ride 
of  ten  hours ;  the  fine  lish  of  the  likes  are  served 
fresh  on  our  tables,  while  the  eaily  strawberries 
from  the  gardei)s  of  Cincinnati  /fathered  in  the 
morning,  suppl>  a  luxury  for  the  tea  tables  of 
Cleveland  withi  i  the  same  day.  jwith  Knoxville 
we  have  no  regular  direct  intercon(«e.  It  is  less  ac- 
cessible than  London  or  Paris.  iOur  social  and 
commercial  intefcourse  with  Califcrnia  is  greater 
than  with  East  fennessee,  where  fxists  a  popula- 
tion of  600,000  intelligent  and  haj^y  Americans, 
few  of  whom  have  even  seen  tUe  farms  of  the 
workshops  of  Ohio,  or  tested  tbej  virtues  of  the 
sparkling  catawba.  j 

We  propose  to  break  down  the  l^rrier  of  separ- 
ation, to  stretch  the  iron  track  o(ver  a  region  in 
which  the  whistle  of  the  locomotive  has  never  yet 
been  heard  and  to  open  by  the  railroad  and  tlie 
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telegraph,  a  daily  and  hourly  intercourse,  mutual- 
ly beneflcial  with  a  people  who  have  been  to  us 
almost  as  strangers  and  forei^ers.  The  produce 
of  our  farms  will  find  a  new  outlet,  and  the  fables 
of  our  ingonions  mechanics  will  be  scattered  broad- 
cast throughout  thecotton  fields  of  (Jcorgia  and  the 
Carolinas.  (Jharleston  will  be  as  near  to  us  as  N. 
York. 

By  the  i>roposed  road,  we  shall  after  travelling 
a  productive  portion  of  Kentucky,  enter  inton'en- 
nessee  upon  one  of  the  richest  mineral  regions  in 
the  world.  Coal,  iron,  copper,  and  other  valuable 
minerals  exist  there  in  inexhaustible  masses.  An 
inteligent,  industrious,  energetic  people,  inhabit- 
ing a  country  eminently  blessed  in  its  native  re- 
sources, but  heretofore  cut  off  by  their  interior  lo- 
cation, from  the  great  avenues  of  traffic,  stand 
ready  now  to  avail  themselves  of  the  advantages 
of  their  position,  and  to  meet  us  in  the  profitable 
interchanges  of  trade. 

The  proposed  connection  is  an  exceedingly  im- 
portant one.  The  progress  made  by  roads  which 
are  to  form  a  part  of  the  great  chain,  has  been 
such  as  to  leave  but  an  insignificant  link  to  be  fill- 
ed. This  can  easily  be  done  by  the  amount  of 
foreign  aid  that  can  now  be  certainly  counted  on. 

The  proposed  road  gives  an  increased  import- 
ance to  the  Covington  and  Lexington  and  Lexing- 
ton and  Danville  roads,  and  should,  as  it  undoubt^ 
cdly  will,  impart  an  additional  value  to  theirstock 
and  securities.  ] 

Iilabillties  of  Telegraph  Conip«aies> 

The  Cleveland  Herald,  of  the  28th  instant,  gives 
the  following  abstract  of  a  cause  tried  in  the  Court 
of  Common  Pleas  of  that  city,  as  a  matter  of  gen- 
eral interest  to  the  business  community  and  tele- 
graph companies  in  particular : 

Bowcn  and  McNamce  vs.  the  Lake  Erie  Tck- 
praph  Company,  before  Hon.  S.  Starkweather, 
Judge,  May  term,  1853. 

This  was  an  action  brought  by  the  plaintifls,  to 
recover  of  the  defendants  damages  sustained  by 
reason  of  a  mist<'ike  in  the  transmission  of  a  tele- 
graphic despatch,  sent  over  the  line  of  the  defend- 
ants from  Monroe,  Michigan,  to  Buffalo,  New 
York,  Nov.  25th,  1850.  The  despatch  was  as  fol- 
lows : 

"  Send  one  handsome  eight  dollar  blue  and 
orange,  and  24  red  and  green,  three  26  Bay  State. 
Fill  former  orders  with  the  best  high  colors  you 
can."  BiDWELh  &  Co.,  Adrian,  Michigan 

To  Bowen  and  McNamee,  New  York. 

The  proof  was  that  the  despatch ,  when  it  reach- 
ed New  York,  read  "one  hundred''  instead  of  "one 
handsome,"  and  that  the  mistake  complained  of 
occurred  in  some  office  upon  the  defendants'  line. 
That  the  plaintiffs,  after  having  had  the  desuatch 
repeated,  (how  far  back  did  not  appear)  and  re- 
ceiving a  second  time  "one  hundred,"  shipped  to 
Bidwell  &  Co.  "one  hundred  eightdollar  blue  and 
orange  Bay  State"  shawls ;  that  the  shawls  wore 
returned,  and  reached  N.  Y.  after  the  shawl  season 
had  closed,  by  reason  of  which  they  were  depreci- 
ated in  value. 

The  plaintiffs  claimed  to  recover  damages  for 
freight  and  the  depreciation  in  value. 

The  defendants  denied  the  commission  of  the 
error,  and  claimed  that  the  despatch  was  so  ob- 
scure as  to  be  inappreciable,  and  not  therefore  the 
subject  matter  of  damages,  even  if  the  error  had 
been  made;  the  telegraph  companies  were  not  held 
to  the  same  accountability  as  common  carriers 
and  that  such  errors  as  the  one  complained  of 
might  occur  without  gross  negligence. 

The  cause  was  argued  to  the  jury  by  Wm.  Slade, 
jr.,  Esq.,  for  the  plaintiflft,  and  John  A.  Foote,  Esq. 
for  the  defendant. 

His  Honor,  Judge  Starkweather,  charged  in  sub- 
stance, that  telegraph  companies  holding  them- 
selves out  to  transmit  despatches  correctly,  were 
under  obligation  so  to  do,  unless  prevented  by 
eaosea  over  which  they  had  no  control ;   that  the 


defendant  was  bound  to  send  the  message  in  ques- 
tion correctly,  and  that  if  it  failed  in  this  duty, 
whereby  damages  had  occurred  to  the  plaintiff, 
the  plaintiff^  must  recover.  That  if  the  message 
was  so  obscure  as  to  be  inappreciable,  that  then 
the  error  complained  of  couhl  not  have  increased 
its  obscurity,  and  the  plaintifls  could  not  recover, 
but  if  it  was  found  sufficiently  plain  to  be  under- 
stood by  business  men  and  those  possessing  ordi- 
nary capacity,  tliatit  was  appreciable,  and  if  char- 
ged to  the  injury  of  the  plaintiffs,  it  was  the  prop- 
er subject  matter  for  damages.  All  these  ques- 
tions were  for  the  jury  upon  the  evidence  of  the 
case. 

The  jury  retunied  a  verdict  for  the  plaintifik  for 
S118. 

St.  Lainrrenee  and  Atlantic  Railway. 

The  Montreal  Herald  of  Tuesday  last,  contains 
an  account  of  the  meeting  of  the  stockholders  of 
the  St.  Lawrence  and  Atlantic  railroad  company, 
in  reference  to  the  amalgamation  of  the  said  road 
with  the  Grand  Trunk  railway  of  Canada. 

The  vice  president  of  the  company,  Benjamin 
Holmes,  Esq.,  read  the  following 

REPORT. 

"  The  proprietarj'  having  been  called  together 
on  the  present  occasion  mainly  for  the  purpose  of 
bringing  nnder  the  consideration  of  shareholders, 
a  project  and  agreement  for  the  amalgamation  of 
this  company  with  the  Grand  Trunk  railway  com- 
pany of  Canada. 

It  is  provided  by  the  act  of  the  Provincial  legis- 
lature, 16  Vic.  c.  39,  that  such  an  amalgamation 
may  take  place,  and  the  same  statute  prescribes 
the  course  which  is  to  be  pursued  for  obtaining 
of  the  shareholders  their  formal  assent  to  such 
agreements  a.s  the  directors  may  submit  to  them. 

The  directors  became  early  aware  of  the  import- 
ant .idvantages  which  must  attend  a  consolidation 
of  the  railway  interests  of  the  province ;  and  so 
soon  as  they  were  empowered  to  do  so,  they  en- 
tered into  a  communication  with  the  Grand  Trunk 
railway  company,  with  the  object  of  preparing 
agreements  on  terms  such  as  might  be  expected 
to  receive  the  sanction  of  the  shareholders. 

In  considering  these  terms,  the  board  necessari- 
ly had  under  review  the  condition  and  prospects 
of  the  company's  railway  property  as  an  indepen- 
dent undertaking ;  and  though  their  financial  po- 
sition was  so  far  advanced  as  almost  to  relieve 
them  of  apprehension  in  regard  to  future  requisite 
provision  of  funds,  and  their  works  in  such  a  state 
of  progress  as  to  render  certain  an  early  connec- 
tion with  the  Atlantic  and  St,  Lawrence  railway, 
at  Island  Pond,  the  board  could  not  but  feel  as- 
sured that  great  advantages  to  the  shareholders 
wonid  accrue  from  an  amalgamation  with  the 
Grand  Trunk  line,  not  only  immediate,  but  at  a 
future  date,  through  the  guaranteed  annual  divi- 
dend to  which  the  capital  invested  in  the  portion 
of  the  railway  already  productive  would  be  admit- 
tedly entitled. 

Of  the  whole  extent  of  the  company's  line,  96 
miles,  extending  from  Longueuil  to  Sherbrooke, 
the  proprietary  are  aware  have  been  in  operation 
since  Sept.  last ;  the  remainder  is  so  far  advanced 
as  to  promise  a  connection  with  the  Atlantic  in  the 
month  of  July  next. 

Here  follows  a  table  showing  the  ultimate  cost 
of  the  road  to  be  1,246,924/  28.  6d.— and  the  a- 
mount  required  to  finish  the  road  158,386/.  19s. 
lid. 

The  report  goes  on  to  say : 

The  agreement  which  the  Grand  Trank  railway 
company  propose  to  enter  into  with  this  company 
lies  on  the  table  for  the  information  of  the  meet- 
ing. It  i.s  proposed  that  the  railways  chartered, 
and  in  progress,  between  Port  Samia  on  the  we.st, 
and  Trois  Pistoles  and  Portland,  on  the  east  and 
south,  should  form  one  system,  and  share  a  com- 
mon fund  of  future  profits,  except  the  Atlantic  and 
St.  Lawrence  company,  which  will  be  secured  in 
the  limited  return  of  six  per  cent  per  aonum  on  ita 


cost.  The  St.  Lawrence  and  Atlantic  company 
will  be  admitted  on  the  following  terms.  Its  en- 
tire liabilities  will  be  assumed  and  all  its  engage- 
ments and  contracts  will  be  guaranteed  by  the 
Grand  Trunk  company — its  shareholders  will  re- 
ceive (reduced  into  sterling  money)  shares  in  the 
Grand  Trunk  company,  corresponding  in  amount 
with  those  they  now  hold.  They  will  have  also 
the  pre-emption  of  shares  in  the  Grand  Tnmk  Co. 
to  the  amount  of  87,500/.  as  set  forth  in  the  agree- 
ment. 

The  company  will  receive  from  the  Grand  Trunk 
company  75,000/.  sterling  to  cover  dividends  of  in- 
terest forborne,  and  to  place  the  St.  Lawrence  and 
Atlantic  shares,  some  time  since  paid  up,  on  a 
footing  with  the  shares  of  the  Grand  Trunk  Line, 
which  are  only  hereafter  to  be  paid  up.  Lastly, 
since  in  the  contracts  entered  in  to  for  the  construc- 
tion of  the  Grand  Trunk  railway,  provision  is 
made  tor  the  regular  payment  of  interest  at  6  per 
cent  per  annum,  on  all  the  bonds  of  the  amalga- 
mated company,  as  well  as  on  all  the  shares  issued 
— up  to  (the  completion  of  the|  contracts,  the 
shares  which  may  represent  St.  Lawrence  and  At- 
lantic stock  will  receive  annual  interest  at  this 
rate,  on  their  full  amount  up  to  the  time  of  the 
completion  of  the  contract. 

The  directors  have  considered  very  fully  the 
terms  of  the  arrangement,  which  is  here  submit- 
ted. It  is  unnecessary  for  them  to  enter  at  large 
into  a  discussion  of  its  details,  or  to  offer  more  par- 
ticularly their  reasons  for  recommending  its  adop- 
tion, they  conceive  that  the  spirit  in  which  the 
general  plan  has  been  designed  is  a  fair  one,  and 
that  the  same  spirit  is  carried  throughout  the  mi- 
nor provisions.  They  conceive  also  that  there  ex- 
ists the  amplest  security  that  every  engagement 
will  be  fulfilled  by  the  parties  to  the  amalgama- 
tion. 

The  directors  find  it  necessary  also  on  the  pres- 
ent occasion  to  seek  a  declaration  of  forfeiture  to 
of  such  few  shares  as  are  still  unpaid,  to  enable 
the  Company  to  close  its  accounts,  complete  the 
transfer  and  carry  out  the  arrangement  now  sub- 
mitted. The  directors,  on  closing  their  report, 
cannot  avoid  conveying  to  the  proprietary,  an  ex- 
pression of  their  conviction,  that  to  the  ability, 
tact  and  zeal  displayed  by  A.  T.  Gait,  Esq.,  in  the 
negotiation  with  which  he,  as  President  of  the  Co. 
was  charged,  is  mainly  to  be  attributed  the  very 
satisfactory  proposed  arrangement  now  to  be  de- 
termined for  the  transfer  of  the  company's  inter- 
ests, and  its  identification  with  the  Grand  Trunk 
railway  company  of  Canada. 

Resolutioas  were  then  passed  to  "ratify,  ap- 
prove of,  and  in  all  respects  confirm  and  adopt" 
the  amalgamation  proposition,  and 

"  That  from  and  after  the  26th  of  July  next,  the 
property,  real  and  personal,  and  all  the  funds, 
books,  and  all  other  assets  of  the  company,  of  ev- 
ery description,  be  handed  over  to  the  said  "Grand 
Trunk  railway  company  of  Canada,"  and  the  di- 
rectors of  this  company  be,  and  they  are  hereby 
accordingly  authorised  to  do  all  things  requisite 
and  necessary  to  carry  out,  perfect  and  execute 
the  said  agreement  of  amalgamation,  so  that  the 
same  shall  have  full  force  and  effect  according  to 
the  several  provisions  thereof 
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Boston  and    ProT'idence   Railroad* 

The  annual  meeting  of  the  Boston  and  Provi- 
dence railroad,  was  recently  held  at  Boston,  the 
president  in  the  chair. 

The  annual  report  was  read.  The  receipts  for 
the  year,   ending  June  1,   1863,  had 

been $469,656  62 

Expenses 242,222  45 

Net  earnings ....;.............  $227,434  17 

which  is  equal  to  a  surplus  of  S6000,  over  seven 
\Mix  cent. 

Included  in  the  expenses  is  the  laying  of  four 
and  a  half  miles  of  new  rails,  also  the  interest  on 
the  bonds,  and  the  cost  of  a  new  engine,  altoge- 
ther about  $80,000. 
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During  the  preceding  year  the  receipts  were 

$411,363  14 

Expense 223,745  63 

Netincome 187,617  51 

Increase  of  net  income  for  the  year  ending  June 
1,  1853,  $39,816  66. 

The  difficulties  resulting  from  the  coni|M-tilion 
for  freight  on  the  different  lines  between  N.  York 
and  Boston  have  been  adjusted,  and  a  fair  price  is 
now  paid. 

During  the  year  not  the  slightest  accident  has 
happened  to  any  passenger  in  the  trains.  No  pas- 
senger has  SQStained  any  injury  for  the  last  nine 
iirars — except  from  attempts  to  enter  or  leave  the 
cars  while  in  motion ;  and  farther,  during,  the  19 
uears  of  the  operation  of  the  road,  no  passenger 
has  lost  his  life  excepting  from  the  same  cause. 
No  suit  had  been  brought  during  the  year  against 
the  company,  for  injuries  received  on  the  ro*d.  In 
regard  to  this  freedom  from  accident,  thedirectors 
ascribe  it  to  the  good  management  of  the  superin 
tendent,  Mr.  Lee. 

The  road  to  Hartford  will  be  opened  during  the 
ensuing  year,  and  also  the  road  from  Providence 
to  Bristol. 

The  President  stated  that  during  the  last  two 
years  eight  and  a  quarter  miles  of  the  road  had 
been  relaid  with  new  iron,  without  any  charge  to 
construction  account,  and  that  this  renewal  would 
be  continued  until  the  entire  road  had  been  re- 
laid. 

3325  votes  were  thrown  for  directors,  nearly  ev- 
ery one  for  C.  H.  Warren,  Wm.  Amory,  Wm.  Ap- 
plcton,  John  Barstow,  S.  T.  Dana,  Jos.  Grinnell, 
Geo.  R.  Ru8.sell,  the  old  Board,  except  that  Mr. 
Dana  takes  the  place  of  Mr.  Dwight,  who  resign- 
ed. 

The  directors  have  declared  a  dividend  of  three 
dollars  per  share,  payable  on  the  20th  of  June. — 
This  makes  5  and  a-half  per  cent  divided  for  elev- 
en month's  earnings,  equal  to  sii  per  cent  per  an- 
num. 


THe  Grand  Trunk  Rallivay  of  Canada 

The  great  scheme  for  supplying  Canada  with 
the  required  extent  of  trunk  railway  accommoda- 
tion is  now  before  the  public  in  a  way  that  proves 
that  something  more  than  talking  is  meant.  The 
plan  is  matured ;  six-sevenths  of  the  contracts  are 
let  to  the  most  eminent  of  English  railway  con- 
tractors, Peto,  Brassey,  Betts  and  Jackson ;  the 
Canadian  Government  has  associated  itself  in  a 
pecuniary  point  of  view,  with  the  success  of  the  un- 
dertaking ;  the  company  is  formed  of  some  of  the 
first  English  railway  directors  and  capitalists  in 
London  and  Liverpool,  as  well  as  of  men  of  the 
highest  standing  in  Canada  To  make  the  rail- 
way, or  rather  the  system  of  railways,  it  only  re- 
mains now  that  the  public  subscribe  the  portion  of 
capital  offered  to  it. 

Let  us  review  briefly  the  principal  facts  which 
affect  the  undertaking  as  a  desirable  and  profita- 
ble investment.  First,  there  is  no  doubt  that  the 
undertaking  is  in  the  hands  of  parties — directors, 
contractors  and  officials — fitted  in  point  of  respec- 
tability and  power  to  carry  it  out.  Give  them  the 
money,  and  it  is  unquestionable  that  they  will 
give  the  shareholders  the  property  of  the  railway. 
Better  names  could  not  be  associated  with  such 
an  undertaking,  for  they  include  the  first  in  this 
country  and  in  Canada;  the  first  in  influence  and 
standing,  and  the  first  in  railway  experience.  In 
effect,  the  capital  cost  is  guaranteed  not  to  exceei 
the  estimates  ;  there  can  be  an  excess  on  only  one 
seventh  of  the  line,  the  other  six-sevenths  being 
contracted  to  be  made  for  a  fixed  sum,  by  con- 
tractors of  unequalled  power  jind  responsibility. — 
The  undertaking  includes  several  railways  now  in 
course  of  formation,  964  miles  of  line,  of  which 
250  are  now  open,  and  390  will  be  opened  befoje 
the  end  of  the  year;  altogether,  railways  made  and 
railways  to  be  made,  the  uiidert,iking  consists  of 
1,112  miles  of  railway,  to  cost  9Vo  millions  ster- 
ling. If  a  traffic  of  £25  per  mile  per  week  be  ta- 
ken, the  working  expenses  being  40  per  cent,  the 
dividend  will  be  high — 11  per  cent,  or  thereabout. 
The  capital  arrangementt  beiny  made,  the  quei* 


tion  is,  will  Canada  produce  for  her  railways  a 
traffic  of  26/.  per  mile  per  week  ?  That  is,  in  point 
of  fact,  the  only  great  question  to  be  considered. 
Compared  with  the  traffic  of  other  countries,  this 
amount  of  traffic  is  veiy  moderate  ;  but,  we  nn- 
(leistand,  that  from  the  present  receipts  of  some 
C.ui.wlian  railways  ojK-ned,  such  an  amount  is  sure 
to  result  from  the  grcit  trunk  system. — Ifrfii/hiPi'^ 
Journal,  April  HM/i. 

Quebec  and  Kichniond  Kailroad. 

Mr.  William  Chapman  has  just  announced  that 
definitive  share  certificates  are  now  ready  to  be 
issued  in  exchange  for  provisional  scrip,  condition- 
ly  on  the  shareholder  s  signing  a  subscription  con- 
tract, which  has  been  prepared  in  conformity  with 
the  provisions  of  the  company's  act  of  incorpora- 
tion, and  which  strictly  limits  the  liability  of  each 
stockholder  to  the  amount  of  the  shares  so  subscri- 
bed for.  It  is  neccs.sary  that  the  issue  and  regis- 
tration of  the  shares  should  be  completed  with  th«' 
least  possible  delay,  in  order  that  shareholders  may 
be  entitled  to  the  full  exercise  of  their  privileges 
as  sliareholders,  more  esj)ecially  in  reference  t« 
proposals,  which  will  shortly  be  submitted  to  tbe 
Proprietaiy,  at  a  sj)ecial  meeting  to  be  convened 
at  Quebec,  with  the  concurrence,  and  imdcr  the 
sanction  of  the  Canadian  Government,  these  pro- 
posals are,  that  the  Quebec  and  Richmond  rail- 
way company  shall  become  amalgamated  with  the 
"Grand  Trunk  railway  company  of  Canada.'  That 
the  stock  of  the  Quebec  and  Richmond  railway 
shall  become  incori)orated  with  that  of  the  "Grand 
Trunk  railway  of  Canada, "  at  par,  the  latter  com- 
pany assuming  all  Its  liabilities.  That  the  share- 
holders in  the  Quebec  and  Richmond  railway  (^o. 
on  the  amalgamation  being  completed,  shall  have 
the  opportunity  of  taking  shares  and  debentures 
of  the  consolidated  companies  forming  the  "Grand 
Trunk  railway  company  of  Canada,"  to  an  amount 
equal  to  the  stock  then  held  by  them,  in  the  pro- 
portion of  two-thirds  in  .shares,  and  one-thinl  in 
debentures.  Interest  at  the  rate  of  six  jht  cent 
on  the  shaics  of  the  amalgamated  companies,  in- 
cluding the  Quebec  and  Richmond  railway  com- 
pany, will  continue  to  be  paid  until  the  "  Grand 
Trunk  railway  Co.  of  Canada'  is  opened  for  traffic 
throughout. 

Sonth  Wales, 

A  meeting  was  recently  held  at  Pembroke  re- 
.specting  the  extension  of  the  line  toPennar,  when 
it  was  resolved: — "  1.  That  this  meeting  have 
heard  complaints  of  delays  in  oceanic  steam  i-om- 
munication,  is  of  opinion  that  the  mercantile  tran- 
sactions between  the  manufacturing  and  comraer 
cial  parts  of  Great  Britain  and  her  colonies,  as  well 
as  to  America,  can  be  made  much  more  exj)edi 
tious  than  at  present,  by  the  establishment  of  steam 
communication  from  Milford  Haven.  2.  That  con- 
sidering that  the  Pembroke  river  can,  at  compar 
itively  little  cost,  be  converted  into  extensive  float- 
ing Docks,  it  is  most  desirable  to  petition  both 
Houses  of  Parliament  to  consent  to  the  extension 
of  the  South  Wales  railway  to  Pennar,  on  the  south 
side  of  Milford  Haven."  Petitions  to  Parliament 
were  also  adopted,  and  intrusted  to  Earl  Cawdor 
for  presentation  to  the  House  of  Lords,  and  to  Sir 
John  Owen  for  the  Commons ;  and  Lord  Emlyn 
and  Mr.  Phillips,  M.  P.,  were  requested  to  support 
their  prayer. 


Rallwrays -vs.  Canals. 

By  a  statement  of  Mr.  Mellish,  the  oldest  direc- 
tor on  the  Grand  Junction  canal,  it  appears  that 
the  canal  in  1853,  when  the  London  and  Xorth 
Western  Act  wjis  obtained,  carried  annually  70S,- 
257  tons  of  merchandise,  local  and  through  :  and 
in  the  year  1862  no  less  than  1,144,579  fons.  Irt 
the  same  year,  1852.  the  London  and  Forth  West^ 
ern  carried  3,398,622,  including  coal.  The  canal 
used  to  make  a  profit  of  Jd-  or  4-8ths  of  a  jx-nny 
per  ton  per  mile,  now  it  is  only  3-8ths.  The  divi 
dends  were  then  13  per  cent,  now  about  3  per  ct, 
Will  any  one  after  this  say  railways  have  done  no 
good  to  trade  by  their  economy  and  the  facilities 
thej  afford  to  its  developement  1 — HerapatA. 


Cauandalgui^and  Itlmgara  K*liro«d. 

In  relation  to  t\  e  -Canatidaigna  ^nd  Niagara 
Falls  railroads  the    tuffitio  Courier  s^s : 

'■We  leani  from  t  le  l>cst  authority  <hat  this  road 
will  be  complet4-d  fi  nui  Caoandaigru!  i^  Touawan-' 
da  by  the  first  day  of  July.  The  ir^i  h  now  be- 
ing laid  fioni  BaUi'  ia  to  the  latter  pliuc,  and  the 
work  in  such  a  s(ai  <?  of  forwardness  ;  s  to  lea^'c  no 
doubt  of  its  comp  etion  by  the  timi' si>ecilied. — 
This  road  will  pay.  The  business bel  ween  Canan- 
d.iigua  and  Batavik  fully  .e<juals  the  expectation 
of  the  Directors,  ar  d  more  than  pav  >  oxpcn^^s. — 
When  finished  to  Tiuawanda,  a  large  fi-eighling  bu- 
siness will  be  addei,  and  projwrtionJibly  auj;mcnt 
its  revenue.  The  road  runs  through  om*  «f  the 
finest  agricultural  i  pgions  of  the  Statti  with  villages 
so  near  each  other  .is  to  make  it  seeii  almost  like 


a  continues  village 


with  the  great  trunk  lines  east  and 
its  passenger  cars  x)  the  satisfaction 
holders." 


from  one  end  of  tfie  line  to  the 


other.  The  rich  :  arming  lands  of  jOnlario,  Liv- 
ingston an<l  Gencsd',  will  yield  abunflant  imxiucUi 
to  keep  the  compatiy's  freight  carsbiisily  employ- 
ed, while  the  inhalitants  of  the  coiintry  through 
which  it  passes,  ard  those  living  in  towns  .idjacent, 
who  art- finis  brou  cht    into  close   communication 


,    Houthern  papers 
contemplation  bet 
of  tiie  Wilmington 
the  South  Caroliii 
of  the  former  will 


Waler<;<'  Sw«>up,  and  connect  « ith 
train  at  the  junction  of  tin-  Camden 


The  .staging  on 


ni 


stat.<;  that  an 
veen  the  Preside 
and    Manehesjicr 
Company,  by  wl 
i>e  |4(;rmiltod  to 


he  Wilmington  aid  3 


"Railway  is  now  rcluced  t<>  fitly  mil:!: 

lance  is  constant! 

the  whole  road  in'lfjrjitiisfujj  hy  Svt 


Ainal^amatiOB  i  if  the  lilverpo«l|and  Birken< 
head  Docks. 

At  a  meeting  o! '  the  Liverpool  Dofck  <  'ommitt«:,  I 


held  on  Thursday 


the  past  week  the 


his  son,  and  Sir  J 


Truestees  .stated 


May  5,  Mr.  Chaj  les  Turner,  M 


west,  will  fill 
of  the  st.ock- 


arr.-fngcment  in  in 
md  IHn'ctoi"?^ 
llailroa*].  and 
ch  the  train.s 
1  un  .K-rusii  the 
he  ^'tlarI^•.^!^>n 
ir.uich. 

Manchester 
s,  which  dii>- 
t  is  <-X(iectcd 
•rmf/t  r  nf.fl. 


P.,  Chairman  of  tlie  ("ommittee,  staled  that  during 


di'putation  from  the  commit  te*- 


had  an  interview  in'Londoii  withBaflonCroldshmidt, 


the  Birkenhead  I  ock  Trustees)  res; 
chase  of  the  Birkiiihcad  Docks 


oseph  Bailie,  (w^o  n'i»resented 
ctingthepur- 


that  £1,400,000 


on  warehouses  ard  warehouse  sj 

water  sjiace,  and  that  if  a  sale  wi 

Liveq>ool  Trustee  s,  the  Birkenhef 

be  valued  at  that  amount.      They 

transfer  the  prop  srty  to  Livcri>ooI 

and  to  receive  3  ;  K-r  cent  on  the  pi^rchase  money, 


taking  Liverpool 


le  Birkenhead 
lad  be«-n  spent 
|e,  £700,000  on 
made  to  the 

estate  shoukl 
rere  willing  to 
|n  those  terms. 


Dock  bonds  as  Security  The 
question  was  def  !mid  until  the  i  ext  meeting  of 
the  committee. 


Boston,  Concprdand  Hantreal  Ratlroad. 

On  Monday,  the  30th  ult.,  the  Boston,  Concord 
road,  was  opened  j throughout  its 
entire  length  froii  Concord  to  Wells  River  Junc- 
tion, a  distance  of  93  miles.  | 
We  are  favored  with  a  copy  of  the^  >  'vcnth  annual 
report  of  the  directors  from  which  j  we  gather  the 
follo\\ing  staU'm  ;nt  ot  its  cost. 

Stock  paid  in . 

Bonds 

Floating  debt . 

Dividends  unpai^,  etc 


Gross  receipt-^ 

year 

Expense  of 


,.$1,649,278  49 
622.200  UO 
264,890  55 
3,848  01 


<'n    71  miles,  for 


runrin 


Xet  earning  > 


The  directors 
connections  are 


*2,540,217  05 
ast 

.$150,538  2t; 

.     70,878  67 


..*79,669  69 
express  the  belidf  that  when  its 
)roperly  made,  ih^  road  can  earn 


■1 
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a  net  income  of  $160,000  per  annum,  or  a  sum 
ebual  to  6  per  cent  on  its  entire  OMt 


Ameriean   Railroad  Jonmal. 

ll*tvrd«jr»  JuM*  11,  I8B3. 


Rallw^Kj  Share  I<|«t. 

We  give,  in  our  present  issue,  a  S/iare  List  of 
railways  in  the  United  States,  which  presents  what 
was  never  before  attempted, — a  complete  view  of 
their  financial  condition,  as  well  as  the  cnrrent  val- 
ue of  their  shares.  We  shall  add,  in  our  next  num- 
ber, a  list  of  the  leading  bonds  before  the  market. 

We  solicit  the  particular  attention  of  railro^ 
companies  to  this  List,  for  the  purpose  of  correct- 
ing any  errors  in  our  tables,  or  supplying  any 
omission  that  may  exist  in  them.  As  only  two  or 
three  States  require  returns  to  be  made,  we  are 
compelled  to  depend  upon  the  reports  of  compan- 
ies for  a  knowledge  of  their  condition.  We  shall 
esteem  it  a  great  favor  if  railroad  companies  will 
supply  us  with  the  necessary  data  for  completing 
our  tables,  at  their  earliest  convenience. 

Stock  and  Money  Market. 

We  have  no  particular  change  to  note  in  the 
state  of  the  market  for  the  past  week.  Money  con- 
tinues abundant.  Fancy  stocks  are  dull,  more 
from  lack  of  disposition  to  operate,  than  from  the 
condition  of  the  money  market.  There  is  not  % 
large  business  doing  in  railway  bonds,  from  the 
scarcity  of  first  class  securities.  Sound  stocks  and 
bonds  are  well  sustained,  but  the  fancy  market  is 
inactive  and  drooping,  and  is  likely  to  continue 
dull,  we  think,  for  some  months  to  come. 

The  receipts  of  the  New  York  and  New  Haven 
railroad  for  May,  are 

Passengers S57,346  00 

Freight 9,662  00 

Total $67,008  90 

Paid  Harlem  road  for  51,672  passen- 
gers         4,333  08 

Total S72,674  82 

May,  1862 59,227  53 

Increase , S3,447  29 

The  receipts  of  the   Hudson   River  railroad  Co. 

for  May  were $93,704 

May,  1852 61,038 

Increase  53i  per  cent $32,666 

The   earnings  of  the  Rutland   and   Burlington 

railroad  company  for  the  month  of  April 
were $40,376  08 

In  same  month  last  year 20,386  33 

Gain  this  year  (nearly  100  per  ct.  $19,991  65 
The  receipts  of  the   Erie  railroatl  for  May  are 
not  up  to  those  of  April,  and  show  a  small  gain 
over  those  of  May,  1862: 

They  were $389,412  33 

May,  1862 369,286  66 

Increase $20,126  77 

The  aggregate  for  the  past  5  months.  .$1,796,707 
1962 1,314,588 

Increase  35  per  cent $482,119 

The  earnings  of  the  Chicago  and  Rock  Island 
railroad  for  May  were : 

For  passengers $27,699  64 

For  freight  and  mails 3,716  28 

Total $81,414  92 


Railway  Sbare  List,  .    j 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence.  . .  Maine. 

.\ndroscoggin  and  Kennelwc.  " 

KennelH'c  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cumberland, '' 

Ba.ston.  Conconl  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

ManchesU'r  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connoeticut  and  Passumpsic..  Vt. 

Rutland 

Vennont  Central " 

Vermont  and  Canada " 

Western  Vennont " 

Vennont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine ,. .  " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Coimecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  County " 

Old  Colony..." " 

Taunton  Branch " 

Vermont  and  Massjichusetts. .  " 

Worcester  and  Nashua " 

Western R.  I. 

Stonington " 

Providence  and  .Worcester. .  .  " 

Canal. Conn. 

Hartford  and  New  Haven  —  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. .  .  '" 

Naugatuck ' 

New  London  and  New  Haven.  " 

Norwich  and  Worcester ' 

Albany  and  Schenectady N.  Y. 

Buflalo  and  New  York  City . . 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  Rockester " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Rochester  and  Syracuse " 

Rutland  and  Washington " 

Saratoga  and  Washington. ...  " 

Syracuse  and  Utica " 

Troy  and  Rutland " 

Troy  and  Boston " 

Utica  and  Schenectady " 

Watertown  and  Rome " 

Camden  and  Amboy N.J. 

Marris  and  E.s.sex " 

New  Jersey " 

New  Jersey  Central " 

Ciiraberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading. ...  " 


a 
o 

to 


160 
55 
72 
51 
20 
93 
85 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
24 
28 
83 
53 
69 
28 
62 
76 
42 
66 
20 
26 
45 
12 
77 
46 

165 
60 
40 
45 
62 

110 
50 
66 
61 
62 
55 
54 
17 
91 

132 
76 
69 
60 
47 
36 

464 

144 

130 
95 

118 
35 

184 
60 
41 
53 
32 
39 
78 
96 
Co 

,45 
31 
68 
56 
20 
36 
96 


1,417,587 

809,878 

876,741 

1,355,600 

227,981 

1,649.270 

1,485,000 

2,078,625: 

3,016,634 

717,643 

600,000; 


1,097,600 
2,436,328 
8,500,000  3,600,00012,000,000 

1,600,000 '  1,500,000 

392,000   70<».000j 


3,000,000 
906,300 
8<X),000 
123,884 


4.649,392 
1,994,429 
2,180,000 
1,459,384 
291,200In  progres 
622,000  2,540,217 
none.  1.485,000 
720,900  3,002,094 


200,233 
131,006 
133,3:i8 
208,669 
16,694 
150,538 
305,805 
287,768 
328,782 


none. 


I 


550,000 
1,964,588 


651,2141 
1,400,000  . 

673,500j , 
1,745,516  . 


132,545 


Leased  to 
Recently 


1,830,000 1,995,249 


4,076,974i 
3,160,390i 
4,600,000j 

421,295! 
1,591,100' 
2,850,000 
1,060,000 
3,640,000, 

600,000: 

547,015i 
1,964,070^ 

250,000 
2,140,536| 
1,134,000: 
5,150,0001 


150,000  4, 092,92 1 
390,000  3,646,214 
425,000!  4,845,967 
171,8001  633,906 
193,500  1,801,946 
5(X),000  3,120,391 
none.  1,050,000 
100.000  3,633,673 
none.  520,475 
819,743  1,246,927 
282.300  2,293,534 
307,136 
3,203,333 
1,321,946 
9,953,759 


none. 
1,001,500 

171,210 
5,319,620i 


1,457,500 

3,o6o,66b| 


300,000  1,731,498 
472,66b| 


658,861 
2,992,45(1 

926,000, 

750,50<1 
2,121,110 
1,000,000 

900,000 


800,000 
1,641,000 
440,000 
660,000 
701,600 
685,301 
1,550.000 


2,600,000 

In  progres 

1,511,111 

4,825,937 


1,826,000 
879,636 


184,903 
872,000 


426,509 

687,0001 

9,612,995 

3,740,616 

4,726,260 

1,875,148 

1,578,311 

350,000 

6,132,990 

850,000 

899,800 

2,400,000 

237,690 

430,936: 

4,124,0001 

1,011,940' 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,600! 

600,0001 

783,950 


1,380,610 
2,596,488 
1,774,584 
2,550,500 
In  progres 
2,415,014 
1,921,270 
In  progres 
582,400  987,627 
400,000,  1,070,786 
24,003,865'81,301,806 
7,046,395110,527,654 
977,4631  6,102,935 
516,246 
2,780,760| 
201,500 
700,123; 
400,(X)0: 
940,000i 
126,0001 
100,000; 


2,446,391 
4,933,029 
607,803 
6,016,778 
1,250,000 
1,832,945 
2,661,477 
329,577 
700,000  1,043,367 
none.  4,093,273 
650,000  1,693,711 

4.327,498 

128,000  1,220,325 

476,000|  3,245,720 

1,500,000]  2,379,880 

13,000  1,265,143 


324.790 


:i88,108 
659,001 
429,484 
758,819 

60,743 
229,004 
488,793 
229,446 
574,574 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1,339,873 


253,690 


c 

<5 

05 

5 

e«c4 

-€ 

OfS 

iden 

o 

0) 

o- 
K 

\    > 

1  O 

I- 


none,  90 

30 

40 

100 

40 


[Uone 

iuone 

I  6 

jnone 

79,659jnone 
141.83610 

55,266  5 
163,0751  5 

i  6>^ 

61,513|  8 

inone: 

iuonei 

none! 


165,340  none 


the  Vt.  dent, 
opened,  'none 

none 

130,881 
338,215 
212,625: 
331,296 

30,0661 

72,028: 
241,0171 

99,5891 
232,787! 

43,960 

23,415!none 
101,510none 

24,399  8 

18,648 

66,900 
682,195 


7)2 
7 
6 
7 

91-' 

■^--2 

5 

7>2 

8 
6 


139,514 


none 

4>2 
6>2 


600,408 
329,041 


114,410 
814,714 


6 
.110 

332,223Jnone 
168,902  none 


108 

60* 
90 
107 

"9' 
46 
36 
18 
101 


104 

107J 
92 

104i 
39 
961 

107 

162* 

117 

67 

86  i 

'iH 

70 

102 

66 


124 


443,993 


Recently  opened. 


267,661 

296,112 

Recently 


619,970 
Recently 


76,760 
74,241 


116,966 
164,448 
opened 


416,323 
opened 


none 


7  107 


none 

8 

none 
none 
10 


none 


39,360 
23,496;none 


3,537,7661,691,623  7 


1,063,669 

681,445 

205,068 

435,846 

90,616 

988,366 

Recently 

173,545 

616,918 

Recently 

Recently 

1,029,774 

225,152 

1,388,386 

140,154 

603,942 

260,899 

118,617 


338,783  none 

324,494  6 
44,070)  none 

176,123|none 
43,609 

549,824 
opened. 

135,017 

376,025 
opened 
opened, 

724,770 

116,706 

478,413 
80,351 


I   r50,000  Recently 

688,051:  1,609,494  200,249 
6,656,332!10,427,800J17,141,987|2,480,626 


45 

66 

135 

86 

65 

182 

128 


316,25910 


124,740 
76,890 
opened 

106,932 
1,251,987 


68 

'87' 
74i 
65 
36& 
47 
70 

166 


none 
10 


none 

10  I 
8  ] 

10 
4 


3>^ 
6 

k" 
7 


30 

180 

33 

196* 
109 
149 

Hi' 

126' 
'90* 


■  »  ; 

X 
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Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/$100. 


NAME  OP  COMPANY. 


a 

I 

09 


Philad.,  Wilmington  and  Bait. 

Pennsylvania  Central 

Philadelphia  and  Trenton 

Pennsylvania  Coal  Co 

Baltimore  and  Ohio 

Wa.shing1oii  hranoli 

Baltimore  and  Hu.squehanna . . 

Alexandria  and  <  >range 

Mana-ssais  Gap 

Petersburg!! 

Richmond  and  Danville 

Richmond  and  Petersburg!! . . 

Rich.,  Fred  and  Potomac 

Soutl!  Side 

Virginia  Central 

Virginia  and  Tennessee 

Winchester  and  Potomac 

Wilmington  and  Raleigh 

Charlott<^  and  South  Carolina. 

Greenville  and  Columbia 

Soutli  Carolina 

Georgia  Central 

Georgia 

Macon  and  Western 

Muscogee 

Wilmington  and  Manchester.. 

Southwestern 

Alabama  ai!d  Tennessee  River 

Memphis  and  Charleston 

Mobile  and  Oliio 

Montgomery  and  West  Point. 

Southern  

East  Termessee  and  Georgia . 
Nashville  and  Chattanooga.  . . 

Covington  and  Lexington 

Frankfort  and  Lexington 

Louisville  and  Frankfort 

Maysville  ai!d  Lexington 

Cleveland  and  Pittsburgh 

Cleveland,  Painesv.  and  Ash.. 

Cleveland  and  Columbus 

Columbus,  Urbanna  and  Piqua 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan. 

Eaton  and  Hamilton 

Greenville  and  Miami 

Hillsboro 

Little  Miami 

Mansfield  and  Sandusky 

Mad  River 

Ohio  Cental 

Ohio  and  Mississippi 

Ohio  and  Pennsylvania 

Ohio  and  Indiana 

Scioto  and  Hocking  Valley . . . 
Toledo,  Norwalk  and  Clevel'd 

Xenia  and  Columbus 

Evansville  and  Illinois 

Indiana  Central 

Indiana  Northern 

Indianapolis  and  Bellefontaine 

Laurenceburg  and  Ind 

Lafayette  and  Indianapolis.. . 

Madison  and  Indianapolis 

Peru  and  Indianapolis 

Terre  Haute  and  Indianapolis 

Michigan  Central 

Rock  Island  and  Cliicago 

Chicago  and  Mississippi 

Galena  and  Chicago 

Illinois  Central 

Michigan  Southe!-n 

Pacific... 


Penn.    98 

"      250 

80 

"     '  47 

881 

38 

57 

65 


Md. 
Va. 


64 

"     :  73 

22 

"     i  76 

"       62 

"     il07 

60 

32 

N  C.  161 

S.  C. 110 

'      140 

•      242 

"      lUl 

«      211 

1101 

i  71 


Ala. 


Miss. 
Tenu. 

it 

Ky. 


50 
65 
93 
33 
88 
60 
80 
125 

28' 
65 


Ohio.  100 
71 
135 


61 
60 


40 
20 
36 
31 
37 
84 

167* 
57 


187 


Ind. 


87 
54 
31 


131 

83 


62 

88 

40 

72 

282 

315 


III.  I  92 


Mich. I . 

MU8.I, 


1 


« 


O   3 
H 


3,850,000 
9,768,15:! 


9,188,300 
1,6-50,000 


1,328.722 
1,400,100 
3,000,000 
180,000 
1,338,878 


c 


o 


be 

s 

is 


o 

^ 


s 


2,403,276!  6,813,83ft    607,785 


5,000,000 


15,G00,0«»0.1, 943,827 


383,6011 
617,625 


9,827,12319,542,3071,325,563:  615,384  7 

'  1,650,000'  348,622'  216,237  8 

413,673  152,530  . . . 

In  i)rog.  j I . . . 

In  prog.  I ' 1 . . . 


u 


'u 


99 


800,000 
446,036 

1,500,000 
120,000 

1,134,698 


In  prog. 


1,004,231 
3,858,840 
3,100,000 
4,000,000 
1,214,283 


In  prog ... 

In  prog.    170,485   74,902  none 

In  prog.   none 

416,532   89,776 il2 

2,965,574  610,038;  153,898  6 


77 
42 


586,887 

776,259 

879,868 
688,611 


835,000 
2,093,814 
1,430,000 


1,239,454 
3,027,666 


1,694,000 
310,666 


2,370,784 

900,000 

1,860,500 


800,000  In  piog 

3,000,000  7,002,3961,000,717  609,711  7 


306.187 

1,214 

168,000 


150,000 
400,666 


541,000 
850,000 
900,000 


1,371,000 
'  '408,266 


906,000 
*55'o'666 


1,760,700 


1,000.000 


2,450,000 


1662,000 


1,650,000 
632,387 


800,000 


750,000 
*663'.i66 


2,499.410'  2,629,000 


3,378,132; 

'i,'59'6',283 
In  prog.  , 

743,525' 
In  prog. 
In  prog. 
In  prog.  ! 
1, 330,960 1 


945,508 
934,424 
296,684j 


125 
508,625  8  il02 
456,468  1%\.... 
153,697  9   .... 


129,396'  71,635  8 


173,542i   76,079,  8 


In  prog. 
In  prog. 
In  prog. 


t 


87,4211  44,250 


In  prog.  ' 
2,963,756; 


3,655,0001 
In  prog.     : 


194,429    123,306    6 
'777,7931 


102 

137 

483,483 12     1135 


2,600,000    321,793,    200,96" 

In  prog.      ' 

925,000  Recently  opened. 
In  prog.     ; I 


In  prog,  j 
2,634,1571 
1,856,0001 


In  prog. 


526,746 
'5'6o',75i 


iRecentlv 


314,670 


opened. 


In  prog.     ; 

131,714  JRecentlylopened. 
In  prog.      


115 
76* 


10 


140 


jRecently  I  opened. 


In  prog. 


2,400,000 
In  prog. 
1,353,019 


75 
Recently  lopened. 
516,414'    268,075    10  102 


6,430,246 


l,932;36l!     500,000|ln  prog. 


106,593 
'292,187 
'472,169 


71,446   4 
293^046.!! 


108 
117 


.1. 


i 


The  Mint  Goina  ^  at  Philadelphia  for  May  was 


In  Gold 

In  Gold  Bars. 
In  Silver 


Total,  including  gbld  bars  in  April  .j. . .  S5,729,226 
The  deposits  cf  gold  dust  and  jsilver  bullion 
were ; 

In  gold  from  Cali  bmia 04,400,000 

Gold  from  other  >  ources 26,000 

Silver  bullion. . .  .1 J.  . .    1,447,000 


and  "58.  arc : 


Januaiy . . 
Fel)ruary. 

March 

April 

May 


Total 

The  revenue  of 


t 


..S2,823,506 
. .  2,295,716 
. .      610,004 


Total 

The  comparati>-b  gold  deposits  foi 


1852. 
.84,161.688 
.  3,010,222 
.  3.892,156 
.  3.091,037 
.   4.336.578 


..  .$5,872,000 
tlic  yeai-s  '52 

1858. 
$4,%2,097 
3.548,528 
7,633,762 
4.766,000 
4.425.000 


„  $18.499,681 '     $26,286,872 
the  Baltimore  and  Ohio  railroad 
for  the  month  of  If  ay,  has  l)een  as  follows : 
N  ain 
Stem. 


Passengers . .  S54,  )22  50 
Freight 150,127  51 


Washingt|»n 

Branch,  ToUls. 

$26,625  fe3  $81,147  Ki 
5.693   J8  158,120  00 


Total..  ..$204,tl5<»  01  S32,818  J66  287,267  88 
Thr  receipts  of  the  corresponding  month  (May) 
of  last  year,  were  $141,734 18  from  ihe  Main  Stem, 
and  $.33,140  25  f  cm  the  Washington  Branch,  ma- 
king a  total  of  $;  74,974  .38 ;  thus  Rowing  an  ag- 
gregate increa.se  if  $62,394  29,  of  wliicli  over  $26,- 
000  was  from  pas^ngers,  and  $37,000  from  freight 
on  the  main  stenj.  I 

The  receipts  o^  the  Milwaukee  ;^d   Mississippi 
railroad  for  the  ti^st  four  days  of  tliis  month,  were 

$3,000.     This  w^s  on  70  miles  of  r<fad. 

— t ! 

Oi^d^nsburf  R»llr*a[|if . 

The  annual  mating  of  the  stockholders  of  the 

Ogdensburg  railr<)ad  was  held   at  iRuuse's  Point, 

Monday.      The  innual  report  readat  the  meeting 

showed  the  total  earnings  for  the  }'tear  1852  to  be 

$480,128;   expeiJditures   $284,290.      The   report 

shows  an  increas^  of  income  over  1|R51    of  48  per 

cent,  and  of  expcinses  68  per  cent.  '   No  dividends 

will  be  declared  fn  the  earnings  o^  1852,  but  the 

income  will  pay  ill  expenses  and  lnf«rest  on  the 

debt,  and  should 


the   incoros  contifiue  to  increase 
soon  be  in  the 


as  anticipated,  tl  e  stockholders  wi 
receipt  of  handsc  me  dividends.     '■'■ 


\ 


Boatan  anil  Providence  Railr««d. 

The  recent  animal  re{)ort  of  the  Directors  of  this 
company  gives  the  following  statement  of  the  op- 
erations of  the  ro  id  for  the  past  j'eiir  . 

the  year  cDdio^  June  1,  1853. 
$469,656  62 
.  242,222  45 


The  receipts  fo 

were 

Expenses 


Net  earning . 

Included  in  th^  expenses  is  t!ie 


136 


140 


Net  income . 


.  . .  $227,434  17 
laying  of  four 
and  a-half  miles  (if  new  rails  ;  also  Ithe  interest  on 
the  bonds,  and  tl  le  cost  of  a  new  engine  ;  together 
al)out  $30,000 ;  s )  that  the  running'!  expenses  have 
been  about  $212,  [)00 ;  which  is  47  tor  48  per  cent 
of  the  income  of  the  road 

During  the  precc  ding  year  the  rece  ipts 

were . . . 
Expenses . 


$411,363  14 
.    223,745  63 

$187,617  51 


The  increase  c  f  net  income  for  the  year  ending 
Jonel,  1863,  hi  B  therefore  been  $39,816  66.— 


Hi 


^ 
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ljOg«iMport  and  Cblcago  Railroad. 

The  probable  early  completion  of  the  Cincinna- 
ti and  Chicago  railroad,  is  directing  considerable 
attention  upon  Logansport,  which  is  the  most  im- 
portant point  upon  the  line  of  the  road,  between 
the  termini.  This  is  already  a  place  of  much  bu- 
siness, but  is  chietiy  imi>ortant  for  its  vast  cai/a<^- 
ties  for  future  growth.  It  is  situated  at  the  junc- 
tion of  the  Waba^/i  and  Ed  river,  one  of  its  most 
considerable  tributaries.  At  this  point,  both  riv- 
ers run  for  a  considerable  distance  over  beds  of 
limestone,  with  a  rapid  fall,  creating  an  immense 
water  power.  Already  are  two  dams  thrown  across 
Eel  river,  upon  which  are  numerous  manu- 
facturing and  flouring  establishments. 
.  An  additional  dam  is  proposed,  by  which  an  ad- 
ditional fall  of  nineteen  feet  may  be  obiained.  A 
dam  is  also  in  progress  overthe  Wabash,  by  which 
the  whole  of  that  magnificent  river  will  be  aA-aila- 
ble  for  hydraulic  purposes.  The  two  rivers  fall 
about  thirty  feet  within  a  distance  of  three  miles. 
It  is  estimated  that  the  water  power  that  can  be 
made  available  at  Logansport  is  sufficient  to  dtive 
400  run  of  stones. 

The  value  in  the  west  of  a  water  power  like  the 
above  can  hardly  be  estimated.  It  constitutes  a 
luicleus  around  which  must  grow  up  a  large  city. 
In  addition  to  this  source  of  prosperity,  Logaus- 
IK)rt  is  surrounded  .  with  all  the  elements  of 
wealth,  necessary  to  the  growth  of  a  large  place. 
It  is  situated  in  the  centre  of  one  of  the  finest  tim- 
bered portions  of  the  State,  and  the  manufacture 
of  lumber  has  already  become  one  of  the  import- 
ant items  in  the  business  of  the  place.  This  tim- 
ber finds  a  ready  market  at  the  highest  price  in 
the  prairies  lying  to  the  west,  and  in  the  eastern 
States.  '  r' 

At  this  point  too,  is  found  the  finest  quality  of 
building  stone,  in  the  greatest  profusion,  the  «x- 
portation  of  which  bids  fair  to  become  a  matter  of 
considerable  importance.  The  town  is  surrounded 
with  a  farming  country  of  unsurpassed  fertihty, 
which  is  rapidly  filling  up  with  an  active  and  thrif- 
ty population. 
Logansport  is  to  become  one  of  the  most  imphrtant 
railway  centres  in  the  west.  At  this  placethe  Wa- 
bash Valley  and  ('iucinnati  railwayswillcrosseach 
other  at  right  angles.  The  Peoria  and  Oquawka 
road  will  also  be  extended  to  this  place.  This 
line  will  be  extended  cast  toward  Lima,  on  the 
Oliio  and  Indiana  road.  The  Eel  River  road  al- 
ready in  pi'Ogrcss,  will  pass  through  Logansport ; 
and  all  together  making  it  the  point  of  concentra- 
tion of  six  great  lines  of  road,  radiating  in  differ- 
ent directions. 

To  convey  some  idea  of  the  present  trade  of  this 
place,  we  give  the  following  statement,  showing 
the  exjwrts  of  some  of  the  most  ini{)ortant  articles 
for  the  year  1852  : 

Wheat,  bush 359,180 

Corn.bu 126,380 

Flour.bbls 36,230 

Beef,  bbls 3,166 

Tallow,  lbs 88,028 

Pork,  bbls ^  5,867 

Bacon  and  Pork,  lbs ,  ^ 711,219 

Butter,  lbs i 71,219 

Lard,  lb.s 679,124 

Hides,  lbs 159,992 

b'urs « 34,108 

Iron,  pig,  lbs 34,987 

•bar,  lbs 146,66? 

•'     coal,  lbs 21,256 

Iron  ore,  lU i 7W,000 


Logansport  has  thus  far  depended  entirely  upon 
the  canal  as  a  medium  of  commercial  communica- 
tion. This  is  closed  for  a  considerable  portion  of 
the  year.  With  the  numerous  lines  of  railways 
of  which  she  is  to  become  the  centre,  all  her  nat- 
ural advantages  will  at  once  come  into  full  use, 
which  cannot  fail  to  make  her  one  of  the  most 
thriving  cities  in  the  west. 

Panama  Railroad. 

The  Isthmus  of  Panama,  the  route  to  regions, 
compared  with  whose  riches,  the  fabled  wealth  of 
the  Indias  were  //«<  fables,  is  the  most  attractive 
spot  in  the  physical  geography  of  the  world.  As 
a  necesssry  consequence,  the  enterprizes  in  pro- 
gress to  facilitate  the  trannportation  both  of  pas- 
sengers and  merchandise  over  it,  possesses  an  in- 
terest equal  tothatattracted  to  the  route  itself:  and 
we  are  certain  that  nothing  can  be  more  interest- 
ing to  our  readtrs  than  a  brief  account  of  the  on- 
ly railroad  by  which  its  passjige  is  yet  attempted. 

The  Panama  railroad  commences  at  the  port  of 
Aspinwall,  situated  upon  the  little  island  of  Man- 
zanilla,  lying  at  the  mouth  of  Navy  Bay,  and  dis- 
tant about  6  miles  east  of  Chagres  river.  By  the 
route  adopted  for  the  line  of  the  road,  the  distance 
from  Navy  Bay,  on  the  Atlantic,  toPanamaon  the 
Pacific  side  of  the  Isthmus,  is y?//// miles.  Thegen- 
eral  course  of  the  road  from  Navy  Bay,  is  sli5:htly 
east  of  .south,  longtitudeof  Aspinwall, being  76deg. 
55  min.,  west  from  Greenwich;  that  of  Panama, 
75  deg.  31  min.  west.  At  the  point  of  crossing  the 
general  direction  of  the  Isthmus  is  from  west  to 
east. 

Upon  the  route  adopted  for  the  load,  the  gener- 
al surface  of  the  countrj'  is  level.  The  road  strikes 
the  Ckagres  river  about  7  miles  after  leaving  As- 
pinwall, and  follows  it  to  Gortrona,  a  distance  of  30 
miles  from  the  former  place.  Gorgona  is  but 
slightly  elevated  above  the  Atlantic.  The  road 
leaves  the  river  at  this  place,  and  commences  the 
ascent  of  the  dividing  ridge  between  the  two  oceans, 
■which  is  275  feet  above  high  water  in  the  Atlantic. 
At  the  summit  there  is  to  be  a  cut  of  25  feet  which 
will  reduce  the  elevation  obtained  by  the  road  to 
260  feet.  The  summit  is  about  equi  distant  from 
Gorgona  and  Panama,  or  ten  miles  from  each.  The 
elevation  uj)oii  either  side  is  overcome  in  this  dis- 
tance. The  steepest  grade  on  the  Pacific  side  will 
.be  70  feet  for  one  mile  ;  that  on  the  Atlantic  side 
•will  not  exceed  60  feet.     The  gauge  of  the  road  is 

6  feet. 

Navy  Bay  afibrds  an  excellent  harbor  with  suf- 
ficient water  for  the  largest  ships.  The  maximum 
flow  of  the  tide  here  do  not  exceed  two  feet,  while 
at  Panama  the  average  flow  is  from  20  to  25  feet ; 
so  that  at  low  tide  the  water  in  the  Atlantic  is 
some  20  feet  higher  than  in  the  Pacific,  which  ac- 
counts, we  presume  for  the  greater  supposed  eleva- 
tion of  the  former.  At  Panama  the  water  is  shoal, 
in  shore,  but  a  mole  may  be  run  out  at  compara- 
tively small  expense  to  a  sufficient  depth  to  float 
large  ships. 

The  description  we  have  given  would  lead  one 
to  suppose  that  a  ro;id  across  the  Isthmus  would 
be  an  easy  task.  It  would  in  the  United  StiUes, — 
it  would  not,  under  proper  management,  have 
been  a  very  difficult  one  anywhere.  But  as  it  is, 
it  lias  made  a  must  slow  and  toilsome  progress. — 
A  small  portion  of  the  road  was  opened  nearly,  if 
not  quite  two  years  since.  It  was  finished  to  its 
present  terminus,  Barbacoas,  24  mile  Aom  Aspin- 
wall, something  ovci  ,i  v-ar  ajo,  and  ..ns  to  have 


been  completed  by  the  Ist  of  September  next,  ac-  - 
cording  to  the  announcement  made  when  the  con- 
tract for  its  construction  was  made.  But  in  place 
of  such  a  result,  we  believe  that  the  road  has  not 
advanced  a  yard  since  that  time.  The  four  years 
which  have  elapsed  since  the  road  was  commenced, 
have  not  sufHcetl  to  open  it  for  half  its  length.  As 
the  most  difficult  part  of  the  work  is  to  come,  its 
final  completion  can  only  be  seen  in  the  dim  fu- 
ture. Reasoning  from  the  past,  years  must  elapse 
before  the  locomotive  will  cross  the  Isthmus. 

As  might  be  expected,  the  slow  progress  of  the 
work  is  beginning  to  have  an  infiuencc  upon  its 
stock  ,  which  is  rapidly  declining  from  the  high 
figure  it  recently  commanded.  Within  a  short 
time  it  has  fallen  about  26  per  cent.  This  decline 
pretty  conclusively  proves  that  no  more  dividends 
often  per  cent  from  six  m/mfhs  earnings  are  to  be 
declared.  A  20  per  cent  stock  should  not  decline 
so  rapidly  in  thi-  face  of  the  new  dividend  day 
which  is  close  at  hand. 

The  company  have  received  some  serious  checks 
which  have  prevented  them  from  making  much 
progress  during  the  dry  season  just  closed.  At  ' 
Barbacoas  the  Chagres  River  is  to  be  crossed.  The 
bridge  over  it  was  to  have  been  constructed  during 
the  dry  season.  The  wood  work  for  the  bridge 
had  been  prepared  in  the  United  States,  and  had 
been  taken  to  the  spot.  Two  successive  attempts 
have  been  made  to  throw  the  spans  across,  both 
of  which  failed  from  the  ettect  of  two  sudden  and 
unexpected  freshets.  At  the  time  of  the  last  dis- 
aster, a  portion  of  the  bridge  had  been  nearly  cnm- 
pleted.  This  was  swept  away,  and  timlxTS  carried 
down  the  stream.  Some  of  them  were  recovered, 
but  in  so  damaged  state,  as  to  render  it  necessary 
o  order  anew  a  portion  of  them  from  thcU.  S.,and 
all  attempts  to  reconstruct  the  bridge  must  be 
postponed  until  the  commencement  of  the  dry 
season,  some  six  months  hence.      |   '         . 

It  is  certainly  much   to  be  regretted   that  the 
completion  of  a  road  of  such   importance   to  the 
commerce  of  the  whole  world  should  be  so  indefi- 
nitely postponed.  No  doubt  it  takes  a  much  longer 
time  to  accomplish  an  equal  amount  of  work  upon 
the  Isthmus  than  in  the  United   States,  still  we 
are  believe  the  great  delay  which  has  been  suffijr- 
ed,  and  the  yet  greater  one  perhaps  in  prospect,  is 
owing  to  a  faulty  management  of  the   company's 
aflairs.     One  great  mistake  has  been  in  attempting 
to  employ  white  laborers  only,  instead  of  natives, 
or  persons  accustomed  to  the  climate.     Men  from  ^ 
the  States  cannot  be  profitably  employed  upon  the 
Isthmus.     This  is  now  an  admitted  fact.     It  costs 
a  very  large  sum  to  get  them  there,  and  to  main- 
tain them.      After  working  a  month  or   two,  they    . 
give  out,  and  become  a  charge  upon  the  company, 
by  whom  they  must  be  sent  to  their  homes.     This 
is  the  principal  reason  why  the  road  has  been  pros- 
ecuted with  so  little  efficiency.      With  the  labor 
employed,  it  has  been  found  impossible  to  make 
any  safe  calculation  as  to  the  future.     With  a  na- 
tive force,  drawn  from  the  neighboring  States,  the 
work  would  have  progressed  slowly  to  be  sure,  but 
steadily.     Native  laborers  can  be   had  for  a  few    . 
shillings  a  day  including  their  board,  and  the  mo-     " 
ment  they  quit  the  service   of  the   company  the  [ 
latter  are  freed  from  all  responsibility  in  reference 
to  them.     It  is  to  be  hoped   that  the  mistake  of  . 
the  i)ast  will  lead  this  company  to  wise  course  for  the  , 
future. 
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To  our  mind  the  managers  of  this  concern  have 
from  the  start,  displayed  a  singular  want  of  fitness 
for  the  stations  they  occupy.  The  immense  ruins 
that  everywhere  exist  in  South  America  and  Mex- 
ico, the  remains  of  former  greatness,  show  that 
vast  works  are  practicable  there,  as  with  us.  It 
is  undoubtedly  much  more  expensive  to  construct 
a  railroad  upou  the  Isthmus  than  in  the  U.  8.,  and 
a  much  greater  time  is  required.  With  us  a  work 
of  equal  magnitude  with  the  Panama  R.  R.  would 
be  accomplished  in  a  few  months.  Two  years 
should  have  been  sufficient  for  its  accomplishment 
upon  the  Isthmus.  Four  have  elapsed,  and  half 
of  the  distance  has  not  yet  been  gained.  In  the 
mean  time  the  business  and  travelling  public  have 
sufiered  incredibly,  and  the  company  have,  by 
their  delays,  called  numerous  rival  projects  into 
existence,  one  of  which  already  divides  the  busi- 
ness of  the  route,  and  others  bid  fair  soon  to  come 
into  use.  But,  perhaps,  it  is  well  that  it  should  be 
so,  for  with  more  than  one  road  the  public  will 
escape  a  monopoly  which  the  above  company  has 
sought  to  surprise,  and  which  has  been  productive 
of  incredible  hardship  and  suffering.  By  throwing 
wide  open  the  door  to  a  healtliy  competition,  the 
traveller  will  secure  a  reasonable  fare  and  good 
treatment. 

gale  of  American  Rall'viray  Secaritlea 
lu  England. 

The  abundance  of  money  in  England,  and  the 
absence  of  any  domestic  or  local  enterprises  at 
home,  to  engage  its  surplus  capital, — now  so  rap- 
idly accumulating, — directs  the  attention  of  the 
moniedmcn,  and  the  enterprise  of  England,  to  oth- 
er countries  for  employment  of  their  surplus  means. 
The  railways  of  England  have  in  the  25  years  last 
past,  absorbed  something  more  than  250,000,000^. 
strrling,  and  but  for  the  application  of  money  to 
this  great  modern  discovery,  it  seems  impossible 
to  understand  how  the  accumulated  wealth  of  Eng- 
land could  have  been  employed.  The  arts  of  peace 
have  this  way  more  recently  absorbed  the  means, 
which  in  fonner  times  were  engaged  in  the  support 
of  war. 

The  railways  of  the  United  States  are  beginning 
to  attract  the  capital  of  England,  and  are  gradual- 
ly inviting  large  sums  of  money  into  our  various 
leading  lines.  The  grand  trunk  railway  of  Cana- 
da has  recently  secured  in  England  $35,000,000 
of  capital  for  that  enterprise,  which  though  bearing 
a  colonial  title,  is  really  more  an  American  than  a 
Canadian  scheme.  The  Central  railroad  of  Illinois 
has  within  a  yearor  two  past  obtained  large  sums  in 
England,  and  so  have  the  Erie  and  other  leading 
American  roads. 

We  daily  hear  of  new  projects  going  abroad  for 
money,  whose  claims  for  credit  at  home  are  too 
weak  to  stand  the  test  of  careful  scrutiny  and  ex- 
amination. 

We  have  so  frequently  ^vritten  upon  this  ques- 
tion, that  it  is  not  necessary  to  our  present  pur- 
pose to  repeat  the  general  argument  against  the 
adoption  abroad  of  schemes  not  entitled  to  entire 
confidence  at  home.  We  feel  called  upon  there- 
fore, to  advise  oxir  English  subscribers  and  corres- 
pondents, to  exercise  extreme  caution  in  their  in- 
vestments in  American  railway  securities. 

It  is  far  safer  to  rely  upon  the  judgment  of  ex- 
perienced men  in  this  country,  than  to  trust  the 
statements  of  interested  parties. 

The  ease  wiUi  which  raikoad  projects  are  mul> 


tiplied  in  this  country,  and  the  extravagant  ten- 
dency to  speculation  which  now  pervades  certain 
portions  of  it,  may  throw  a  discredit  over  Amer- 
ican railroad  securities  generally,  which  should 
only  be  applied  to  a  limited  portion  of  them.        I 

Foreigners  who  buy  into  our  roads  for  the  pur- 
pose of  investment,  can  always  find  sound,  pay- 
ing, lines,  whose  stock  and  bonds  will  always  ensure 
good  dividends.  We  do  not  desire  to  see  any  others 
than  this  class  of  buyers  in  the  American  mar- 
ket. 

We  again  rej>eat  the  caution  above  mentioned 
to  all  parties  in  England  and  in  Europe  generally, 
who  are  seeking  to  employ  their  money  at  good 
rates  of  interest.  They  had  better  purchase  from 
well  known,  responsible  parties,  at  fair  prices,  than 
seek  to  make  great  profits  in  any  doubtful  or  un- 
known scheme. 


Ne-w  Feature  In  Ocean  Kavlgatlon. 

It  is  stated  in  the  recent  English  papers  brought 
by  the  Arctic,  that  Scott  Russell,  the  eminent  me- 
chanical enlngeer,  has  entered  into  aconiractwith 
the  Eastern  Steam  Navigation  company  of  Eng- 
land, for  the  construction  of  an  iron  steamer  of 
the  following  dimensions ; 

She  is  to  be  620  feet  long,  100  feet  beam,  6,000 
horse  power,  and  12,000  tons  burthen,  to  be  pro- 
pelled by  tour  paddles  and  a  screw ;  and  the  horse 
power  will  be  thus  proportioned  : — 2,000  for  the 
screw,  2,000  for  the  midship  paddle  wheels,  and 
2,000  for  the  fore  paddle  wheels.  The  engines 
which  have  already  been  contracted  for,  are  to  be 
constructed  immediately.  It  is  considered  that 
the  immense  weight  of  this  vessel  will  enable  her 
to  run  entirely  free  from  any  vibration  caused  by 
the  action  of  the  waves. 

Experience  has  tended  to  show  that  the  resist- 
ance of  a  vessel  to  the  action  of  the  waves,  is  in 
proportion  to  its  weight  or  size.  Years  ago  we 
saw  the  scheme  for  a  monster  steamship,  proposed 
with  this  idea,  by  Mr.  Henry  Burden,  of  Troy, 
but  the  immense  draught  of  water  required  by 
Burdens  plan,  rendered  it  impossible  for  such  a 
vessel  to  enter  New  York  harbor,  and  the  scheme 
failed  to  command  sufficient  pecuniary  support  at 
the  time. 

The  idea  itself,  is  unquestionably  a  practicable 
one,  and  sooner  or  later  it  is  to  be  carried  out  in 
trans-Atlantic  navigation.  What  we  desire  in  re- 
ference to  this  new  experiment,  is  to  know  thene- 
cessary  draught  of  water  that  such  a  steamer  car- 
ries. We  mvch  doudt  whether  it  would  be  possi- 
ble for  her  to  enter  New  York  harbor,  and  certain- 
ly she  could  not  be  carried  into  the  harbor  of  Bos- 
ton. The  depth  of  water  in  the  harbors  of  New 
port,  Portland,  or  Portsmouth,  would  enable  her 
to  enter  either  of  them  at  any  time  of  the  tide,  and 
this  fact  may  have  an  important  bearing  in  future 
movements  in  ocean  navigation. 

Much  discontent  pervades  the  public  mind  of 
England  in  regard  to  the  adoption  of  Liverpool  as 
the  steamship  terminus  for  .\mcrica,  on  account 
of  its  bad  entrance  at  certain  conditions  of  the 
tide,  and  its  remoteness  from  the  direct  route  to 
London.  The  public  attention  is  much  turned  to- 
ward Milford  Haven,  as  the  packet  station  for 
America,  which  will  in  a  short  time  be  connected 
with  London  by  railway,  now  already  opened  as 
far  as  Caermarthen  in  connection  with  the  Great 
Western  railway  of  England.  On  the  completion 
of  the  line  to  Milford  Haven,  at  Pembroke,  it  is 


very  probable  thit  wc  shall  see  thi$  port  «dopt<'d 
as  the  mail  packdt  station  for  the  ^teamen  to  N; 
America. 
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Jonrnitl  of  Railroad  liK^v. 

COMIININti  COUrORATIokti. 

Court  of  Chancery!  a  question  has 
scussed  which  ii  allied  to  one 
in  a  District  Courii  of  Ohio.  An 
been  granted  agttinst  the  Mid- 
land Great  Westtrn  Rnilroatl  comfanu  forbidding 
them  fVom  takin  i  a  lease  of,  or  feurchasing  the 
Grand  Canal,  at  d  from  raising  Ai^ds  for  the  pur- 
pose of  procuring  Parliamentary  permission  so  to 
do.  The  Canal  c  »mpany  moved  fot  the  dissolution 
of  the  injunction  I  Ij  J 

This  compan;'  having  ascerts 
could  not  compe  te  in  transportatic 
with  the  Great  S  Duthem  and  West 
and  the  Midland  Great  Western  i 
tween  the  roads  of  which  compafiies  the  Grand 
Canal  is  situated ,  proposed  to  sellj  out  their  prop- 
erty to  the  latte  r.  Tho  petitioned,  in  whose  be- 
half the  injuncti  >n  was  issued,  com|)lained  that  this 
proceeding  on  tl  e  part  of  the  railw]^y  company  was 
wholly  foreign  t  rom  their  legitim4te  sphere  of  ac- 
tion, and  jeopar  lizing  the  interest  of  the  stock- 
holders without  authority.  Although  it  would  Ihs 
legal,  under  ce  tain  limitations,  lo  lease  projMjrty 
like  that  in  question,  it  was  endejit  that  the  rail- 
way company,  although  they  contemplated  mak- 
iag  a  kase  in  tlijt:  first  instance,  pk'ovisionally,  yet 
purpose  to  6«// the  Canal  ultim^t^-ly, — upon  ob- 
taining permission  from  Parlia^acnt.  Witliout 
such  permission,  a  purchase  of  she  Canal  would 
be  unauthorised  in  law. 

It  was  strongly  urged  that  pulf  ic  policy  deman- 
ded the  completion  of  the  arrangement.  The  Lord 
Chancellor  refused  to  be  governed  by  consideration 
of  policy  ;  but  stated  that  he  wduld  govern  him- 
self wholly  by  a  fair  constructionj  of  the  charters. 
The  charters  'did  not  warrant  any  such  pur- 
chase of  the  Cajnal.  He  disavovfcd  any  authority 
to  forbid  the  c  impanies  from  applying  to  Parlia- 
ment for  the  purpose  of  procuri|g  their  sanction 
for  the  mutual  Arrangement  conOemplated.  Upon 
the  whole,  his  Honor  refused,  for  the  present,  to 
interfere  with  1  he  injunction  which  had  been  serv- 
ed upon  the  cc  mpanics. 


i 

ififHian. 


A,  CONDLCTOR  PUNII 

The  Albany  JourtofOyer  and  {Terminer  hah  latr- 
ly  had  occasioh  to  deal  with  a  conductor,  who  had 
grossly  abused  his  authority,  ihe  facts  were  as 
follows : 

The  complainant,  Mr.  Root,  |iad  purchased  at 
Middleport,  on  the  Rochester,  L^kport  &  Niagara 
Falls  railroad,  a  ticket  for  Rochester.  On  entering 
the  car,  he  gave  up  his  tickctani  received  a  check. 


At  Medina,  he 


left  the  cars  for  some  reason,  and 


took  the  next  train  for  the  purj^ose  of  continuing 
his  journey, —  ukl,  as  usual,  pla^d  the  check  in 
his  hat.  Thi  Conductor  declafled  that  the  check 
would  not  ans  wer,  and  demanc^ed  the  money, — 
which  Root  itifused  to  pay,  &fut  "  defining  his  i>o- 
sition."  As  tie  train  wasappraiachingHalley,and 
while  the  cars  wefe  still  in  moUpn,  the  Conductor 
pushed  Root  i  'rom  the  cars,  a.s  he  stood  on  the 
platform,  and  somewhat  injure<|him.  The  Court 
sentenced  the  Conductor  to  SlOfj  tine  and  ten  days 
imprisonment!  Upon  represettations,  however, 
touching  the  MckneM  of  the  prisoner's  faooily,  th« 
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sentence  was  chatted  to  a  tine  of  one  hundred  and 
fifty  dollars.  f  |    IsJ 

Buropenn  and  North  American  RallM^ay. 

The  great  scheme  of  a  continued  line  of  railway 
from  Portland  to  Halifax,  is  now  regarded  as  a 
settled  fact.  Some  delays  have  been  encountered 
in  bringing  all  parts  of  the  scheme  into  harmony, 
from  the  diversity  of  sentiment  in   the   provinces. 

The  plan  ag-eed  upon  at  the  Portland  conven- 
tion of  I860,  of  a  connected  line,  under  one  man- 
agement, though  built  by  different  private  compa- 
nies, and  in  separate  sections, — failed  to  command 
success  at  the  outset  in  Nova  Scotia ;  the  govern- 
ment of  that  province  having  undertaken  to  carry  it 
out  as  agovemnient  undertaking  to  be  built,  own- 
ed and  managed  as  a  public  provincial  work. 

It  is  not  necessary  to  review  the  exciting  events 
that  have  taken  place  in  the  different  British  N. 
American  Provinces,  since  the  inception  of  the  un- 
deitaking  in  1850.  It  is  enough  to  say,  that  aft«r 
repeated  proffers  of  Imperial  assistance,  the  Brit- 
ish government  withdrew  all  their  pledges  of  aid, 
and  the  legislature  of  Nova  Scotia  on  the  first  of 
March,  1853,  came  to  the  plan  of  the  Portland 
convention,  and  proposed  the  necessary  charter 
and  Facility  Bills,  for  the  carrying  out  of  the  work 
in  that  province. 

The  steamer  which  sailed  from  Halifax  on  the 
Und  of  April  last,  carried  information  of  the  fore- 
going facts ;  the  steamer  which  left  Liverpool  ou 
the  16th  of  the  same  month,  brought  in  return  to 
Halifax  a  corps  of  engineers,  and  the  needful  pe- 
cuniary means  to  secure  the  immediate  commence- 
ment of  the  work,  under  the  new  charter,  by 
Messrs.  Jackson,  Brassey,  Peto  &  Betts,  the  con- 
tractors for  the  European  and  North  American 
railway  in  New  Brunswick,  and  the  Grand  Trunk 
railway  of  Canada. 

In  Maine  the  corporators  of  the  European  and 
North  American  railway  have  advertised  the  open- 
ing of  books  on  the  21st  of  June,  inst.,  and  we 
learn  that  the  company  is  to  be  forthwith  organ- 
ized in  that  state,  with  a  view  to  a  consolidation 
of  all  the  lines  into  one  company. 

The  prospectus  of  the  Grand  Trunk  railway  of 
Canada,  clearly  includes  the  European  and  North 
American  railway  as  a  part  of  it.s  grand  scheme, 
and  we  suppose  there  can  be  no  longer  any  doubt 
as  to  the  early  success  of  the  entire  line  from  Hali- 
fax to  Montreal  and  Detroit,  through  or  across  the 
rtate  of  Maine. 


Grand  Trunk  Railway  of  Canada.       ^ 

The  stockholders  of  the  St.  Lawrence  and  At- 
lantic railroad,  met  at  Montreal,  on  the  30th  of 
May  last,  to  act  upon  the  question  of  consolidat- 
ing their  line  into  the  Grand  Trunk  railway  of  Ca- 
nada, and  their  peocecdings  appear  in  another  co- 
lumn of  to-days  paper.  j 

The  stockholders  of  the  Atlantic  and  St.  Law- 
rence railroad  company  meet  at  Portlrfnd, 
on  the  10th  of  June  next,  to  act  upon  tho  question 
of  leasing  their  road  for  the  term  of  999  years  to 
the  Grand  Trunk  railway  of  Canada. 

The  plan  agreed  upon,  proposes  that  the  lease 
shall  go  into  effect  on  the  25th  of  July  next,  or  as 
soon  as  the  line  is  opened  through  to  Montreal,  the 
road  to  be  taken  on  tho  lease  at  six  per  cent  per 
annum  on  its  cost,  amounting  to  about  five  mil- 
lions of  dsllars.  \  ^^ 

By  an  arrangement  between  the  Grand  Trunk 


railway  and  the  Great  Western  railway  of  Canada, 
alluded  to  in  our  paper  of  last  weeek, 
the  lines  are  to  work  in  unison,  so  that  cargoes  for 
Detroit,  will  pass  on  to  Portland,  Maine,  and  vice 
versa,  a  distance  of  about  900  miles,  without 
transhipment  on  the  completion  of  the  St.  Law- 
rence bridge  at  Montreal. 


Marietta  and  Cincinnati  Railroad. 

The  attention  of  railroad  contractors  is  invited 
to  the  advertisement  of  the  president  and  chief  en- 
gineer, of  the  Marietta  and  Cincinnati  railroad, 
which  appears  in  our  columns  to-day.  By  that 
advertisement  it  will  be  seen  that  the  whole  of 
the  Great  Ohio  Valley  railroiul,  from  near  Cincin- 
nati to  Bridgport,  opposite  the  city  of  Wheeling,  is 
soon  to  be  in  process  of  construction. 

The  first  contract  of  seventy- five  miles  was  let 
about  eighteen  months  ago,  and  is  nearly  ready 
for  the  iron  which  is  now  arriving  in  the  country. 
Sixty-fiv<'  miles  were  placed  under  contract  last 
fall,  and  the  two  divisions  now  offered  embrace  be- 
tween 80  and  90  miles. 

This  is  the  longest  road  in  Ohio  under  one  char- 
ter and  it  is  designed  to  be  one  ofthebestin  th<*  state. 
It  shortest  curve  has  a  radius  of  two  degrees,  or 
2866  feet.  Its  heaviest  gratles  are  not  over  fifty 
feet  to  the  mile,  and  these  for  short  distances  are 
on  straight  lines,  It  is  to  be  laid  with  the  best 
compound  rail,  weighing  76  pounds  to  the  yard. 
Nearly  100  miles  will  be  conij)leted  the  present 
year. 

This  road  forms  an  important  portion  of  what 
will  be  practically  the  shortest  route  from  Cincin- 
nati to  Baltimore,  and  from  Cincinnati  to  Phila- 
delphia, New  York  and  Boston.  The  line  must  al- 
so command  the  travel  and  trade  of  the  rich  states 
of  Kentucky  and  Tennessee  with  the  Atlantic 
cities,  and  with  the  valley  of  the  Upper  Ohio  and 
Alleghany. 


NortM  Shore  Railw^ajr  bet-vreen  Quebec  and 
Montreal. 

We  notice  by  the  Quebec  papers  that  the  sum 
of  126,000/.— 150,000,  the  amount  required  for  an 
organization  of  the  company,  has-been  subscribed 
to  the  stock  of  the  North  Shore  railway,  proposed 
to  be  extended  from  Quebec  to  Montreal,  on  the 
northern  shore  of  the  St.  Lawrence,  and  notice  of 
a  meeting,  for  an  organization,  to  take  place  at 
Quebec,  on  the  1st  of  June  inst.,  for  the  choice  of 
directors. 


the  road,  and  which  cost  $654,686  54,  making  a 
total  expenditure  of  $4,978,487  14.  The  capiUl 
stock  is  $3,000,000,  and  sundry  loans,  accounts, 
&c.,  $132,487  14. 

The  passenger  trains  have  run  356,228  miles  ; 
freight  trains  89,228  miles ;  and  other  trains  7,872 
miles,  making  a  total  of  nearly  five  hundred  thou- 
sand miles.  The  whole  number  of  passenger  mo- 
ved in  the  trains  by  the  above  service  is  966,- 
763.       ,      .  -     ,^;    .  ,.„.  • 

Brand's  Liquid,  for  dlasolvlng  liicrnatatlons 
on  Steam  Boiler*. 

We  invite  attention  to  the  advertisement  of 
Brand  Brothers,  of  a  preparation  ror  removing  in- 
crustations on  Steam  Boilers.  From  numerous 
testimonials  we  learn  that  the  preparation  is  in  gen- 
eral use  in  Europe,  where  it  is  very  highly  esteem- 
ed. The  patentees  in  this  country  offer  to  supply 
parties  gratuitously  with  a  sufficient  quantity  to 
test  its  qualities,  and  as  the  experiment  can  be 
made  for  nothing,  and  as  the  object  to  bo  effected 
is  of  the  greatest  utility  and  importance  to  parties 
using  steam  engines  of  every  description,  will  find 
it  for  their  interest  to  give  this  article,  which  is 
claimed  to  be  a  specific,  a  fair  trial. 


NeMT  York  and  Nenv  HsTen  Railroad. 

The  annual  report  of  the  New  York  and  New 
Haven  railroad  company  shows  that  the  total  ear- 
nings of  the  company  for  the  year  ending  April  1, 
1863,  were  $806,713  19.  The  current  charges 
were  $380,052  82— paid  Hariem  road  $67,170  06, 
leaving  with  the  surplus  from  last  year  of  $20,382 
61,  a  dividend  of  $12,800  on  Harlem  stock,  and 
interest  charged  to  cost  of  second  track  $27,600. 
a  sum  of  $428,173  35  to  pay  interest,  taxes,  divi- 
dends, and  other  liabilities.  $20,000  were  paid  to 
the  New  Haven  and  Springfield  road :  $21,676  20 
for  personal  damages;  the  luss  on  extension  lease 
is  $26,988  80 — deducting  which  items  there  is  a 
surplus  of  $20,385  75  wherewith  to  commenee  the 
new  year. 

The  cost  of  the  road  and  equipments  is  now  $4;- 
318,601  60,  not  including  the  expondiiures  for 
property  not  entirely  appropriated  to  iu<.  uj>b  of 


ReelKnatlon. 

Mr.  Loder  has  resigned  the  Presidency  of  the 
New  York  and  Erie  railn)ad.  He  has  held  the 
oflSce  since  1846,  a  period  of  nearly  eight  years. — 
No  successor  has  been  appointed,  though  we  pre- 
sume the  oflSce  will  be  filled  by  Mr.  McAlpine,thc 
recently  appointed  Vice  President  of  the  road. 

Mail*  Direct  from  England  to  Canada. 

We  learn  by  our  London  exchangass  that  under 
a  contract  made  by  the  government  of  Canada,  a 
line  of  mail  packets  is  about  to  commence  running 
between  Liverpool  and  Quebec.  All  matter  design- 
ed for  this  mute  is  marked  '°  By  Canadian  Pack- 
et."    Postage  rates  are  as  follows  : 

Letters,  \  ounce,  Is., — 24  cents. 

Above  i,  and  not  above  2,  28., — 48  cents,  and 
so  on  according  to  the  scale  of  inland  letters. 

Books  are  sent  on  the  following  terms : 

Books  of  i  a  pound  weight,  6d. — 12  cents. 
"  above  i,  and  not  exceeding  1  pound.  Is. — 24 
cents. 

Newspapers  will  be  sent  free  of  postage. 


North-'western  Virginia  Railroad  Company* 

The  second  annual  meeting  of  the  stockholders 
of  the  above  company  was  held  on  the  1st  instant 
at  Parkersburg.  The  annual  report  was  read,  and 
the  former  President  and  Directors  unanimously 
re-elected.  No  other  business  of  general  interest 
was  transacted.  The  Board  consists  of  the  follow- 
ing gentlemen — President,  Thomas  Swann.  Di- 
rectors, Greorge  Brown,  John  Hopkins,  Columbus 
O'Donnell,  William  McKim,  Charles  M.  Keyser, 
Thomas  C.  Jenkins  and  Benjamin  Deford,  of  Balt- 
imore ;  and  James  Cook,  John  R.  Murdock  and 
George  Neale,  Jr.,  of  Parkershurg.  At  a  subse- 
quent meeting  of  the  Board,  George  Brown,  Esq., 
was  appointed  President /w«  Uvi.,  during  the  ab- 
scence  of  Mr.  Swann,  now  on  his  way  to  England. 


Railroad  Iron. 

1  O  ^\C\  ''°"*  ^"*  Pattern  Guest  and  C'o"s  make,  weighing 
X^kJKj  67 ii  lbs.  per  yard,  to  be  sljippeU  from  Wales  in  Ju- 
ly iuiU  August,  for  tliis  port— tor  sale  by 

BOOEMAN,  JOHNSTON'  &  CO., 
June  0, 1863.  80  Broadway,  New  Yorit 
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PASSENOBB  TBAINS 
leave  Pier  foot  of  Duane  gtreet, 
as  follows,  viz : 


BurVALO  Express,  at  6  a.  m.  for  Buflblo  direct,  over  the  N. 
V.  and  E.  R.  R,,  and  the  Buffalo  and  N.  Y.  City  R.  B.,  without 
change  of  ba({ga«^  or  cars. 

CiNOiSNATi  Express,  at  6  a,m.  for  Dunkirk. 

Mail,  at  8  a.iii.  for  Dunkirk  ami  Buft'iilo,  and  all  intennediate 
statioog. 

Way,  at  3.30  p.m.  for  Delaware  and  all  intermediate  stations. 

NiOHT  Express,  at  6  p.  ni.  for  Dunkirk  and  Buttalu. 

EiciQRANT,  at  8  p.  m.  for  Dunkirk  and  all  intermediate  sta^ 
stionsL 

On  Sundays  only  one  Express  Train — at  6  p.m. 

The  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  Chicago,  etc.,  and  at  Buffalo 
with  first  class  splendid  steamers  for  Cleveland,  Sandusky,  Tole- 
do, Detroit  and  Chicago. 

CHAS.  MINOT,  Sup't 


Richard  Norris.  Hknry  Lati-mek  Norris. 

Richard  Norris  &  Son, 

NOERIS'    LOCOMOTIVE   WORKS,   Bush  Hii.i., 
PHILADELPHIA, 

MANUFACTURE  to  order  Locomotives,  exclusively,  on  any 
plan,  or  of  any  size — of  best  materials  and  workmanship. 
Their  Work.«  ha\-ing  been  this  year  greatly  enlarged,  and  furnish- 
ed will)  the  most  approved  Tools,  &y  are  enabled  now,  having 
a  large  number  of  Workmen  employed,  to  execute  orders  with 
despatch, 
yune  9, 186a 

^^Gardner^s  Rock  Drill." 

DESIGNED  for  Tunnelling,  Quarry  use,  and  Rock  Excava- 
tioax  of  all  descriptions,  by  the  use  of  which  a  saving  of  50 
to  75  per  cent  is  made. 

ApiJications  for  Territorial  Rights  and  Machines  roust  be  made 
to  t))e  Patentee.  G.  ARTHUR  GARDNER, 

Trinity  Buiklings,  Broadway, 
June  9, 1853.  New  York. 

GREAT  WBSTERNNAIL   LINE.— SIXTY 
MILES  DISTANCE  SAVED,  by  taking  the  MICHIGAN' 
SOUTHERN  AND  NORTHERN  INDIANA    RAILROAD.— 

Through  ticketM  for  Chicago,  St.  LouLs,  Milwaukee,  Racine,  Ken- 
osha, Waukcgan,  and  Sliel>ojgen,  by  New  York  and  Erie  Rail- 
road via  Diuikirk,  and  Bufiak)  and  New  York  City  Railroad  ; 
People's  Line  of  SteaniboatK,  Hudson  River  Railroad,  via  Biif 
falo,  connecting  at  Bufl'alo  witli  the  splendid  steamers  EMl'IRE 
STATE,  J.  WiLSOn,  Commander,  Mondays  and  Thursdays  ; 
SOUTHERN  MICHIGAN,  D.  Pkrxi.vs,  Commander,  Wed- 
nesdays and  Saturdays;  NORTHERN  INDIANA,  I.  T.  Phkatt, 
Commander,  Tuesdays  and  Fridays  ;  teaving  Bullalo  every  eve- 
ning (Sundays  excepted.)  These  steamers  are  low  pressure, 
buILt  expressly  for  the  Lake  trade,  and  for  tinish,  sjKjed,  strength 
and  safety,  liave  no  superiors  anywiiere. 

The  connections  witli  the  Express  Trains  at  Toledo  and  Mon- 
roe, for  Chicago  and  St.  Louis,  are  perfect,  and  can  be  relied 

UJiOIl. 

Forty  hours  from  New  York  to  Chicago.  Time  and  money 
saved  by  taking  thi.s  Line. 

Passengers  preferring  it,  can  take  the  Lake  Shore  Railroad  to 
Toledo,  the  Michigan  Southern  and  Northern  Indiana  Railroad 
to  Chicago,  tliencc  by  the  Rock  Island  Railroad  to  La  Salle, 
forming  Uie  <xily  continuous  line  of  Railroad  to  the  Illinois  river. 

For  through  tickets  or  freight  apply  to 
JOHN  F.  PORTER,  Agent,  193  Broadway,  cor.  Dey  st. 


To  Contractors. 

PROPOSALS  for  grading,  masonry,  and  bridg- 
ing of  the  Western  Division  of  the  Covington 
and  Ohio  railroad  will  be  received  at  the  office  of 
the  Engineer,  at  Guyandotte,  Cabell  county,  Vir- 
ginia, between  the  twentieth  and  thirtieth  of  June 
next. 

They  will  embrace  about  45  mile  sections  with 
Bridges  over  Twelve  Pole,  Guyandotte  and  Mud 
rivers. 

Also  between  the  1st  and  16th  of  July  next,  pro- 
posals will  be  received  at  Covington,  Virginia,  for 
the  Grading,  Bridging  and  Masonry  of  that  por- 
tion of  the  Eastern  Division,  lying  between  the 
town  of  Covington  and  Hayne's  farm,  on  Jackson 
river — a  distance  of  10  or  11  miles  of  very  heavy 
work,  including  much  heavy  retaining  wall,  two 
large  bridges  over  Jacksons  river,  and  probably 
two  tunnels. 

The  successful  bids  will  be  declared  as  soon  as 
practicable  after  the  15th  of  July.  Contractors 
will  be  required  to  commence  the  work  at  once, 
and  finish  within  a  year.  Plans  and  specifications 
will  be  ready  between  the  twentieth  and  thirtieth 
of  June — names  of  securities  must  be  given  in  the 
Bid. 

By  order  of  the  Board  of  Public  Works. 
CAAS.  B.  SHAW, 
Chief  Engineer  of  the  Cov.  &  Ohio  R.  R.  Co., 

Dewisburg,  VirginiA. 


To  Engineers  and  Steamboat  Captains. 
JflXPIiOSIONS     PREVENtTED  I 


FOR  DISSOLVING  INCRUSTATIONS  IN  STEAM  BOXlERS. 


BRANDS'  LIQUID  is  the  name  of  n  fluid  recently  in  use  throu^out  an  Europe,  bt  the  appUcatkm  of  which  the  incmsUtio  na 
in  Steam  Boilers  are  dissolved  or  totally  avoided,  without  alfecting  in  the  least  th4  material  of  the  hoik*.! 
Chemical  examinations  and  expenence  have  lUlly  ascerUined  that,  by  tlie  api»licatlUi  of  this  fluid,  no  hannVhatever  is  done  to 
the  material  of  which  the  boiler  consists.  I 

To  dissolve  the  hardened  incrustation  in  Steam  Boilers,  pour  every  10  or  U  days,  in  proportion  as  tlieboilet  is  daily  for  aiauw 
or  shorter  time  heated,  the  quantity  of  Brands'  Liquid  to  the  water  in  the  baler  as  EtH(wn  in  the  following  ta^e  —  ""^^ 


TABLE  FOR  CLEANING    INCRUSTiO  BOILERS 


STEAM  BOILERS. 
Which  are  daily  from  10  to  16  hours  heated,  and  which  have  {a 


power  of  evaporation  of 

From      1  to     10  Horse  Power, 

10  to     20 

i( 

a) to     30 

U 

30  to     46 

i4 

46  to     66 

it 

"        65  to   110 

t( 

"      110  to   160 

U 

"      160  to   220 

(t 

"      220  to   300 

i( 

"      300  to   400 

u 

"      400  to   500 

ti 

f 


Of 


(^UANTITV 
tKAi^Ds'  LiQtnD  want  id. 


Every  10  to  14  day «. 
4  to   6  Quarts, 

6  to    9       " 

7  to  10       " 
10  to  14       " 

12  to  17       " 

13  to  19  " 
15  to  21  " 
18  to  26  " 
20to29  " 
22  to  31  " 
a4to3ft      <* 


If  Brand's  Liquid  is  regularly  used,  the  incrusted  Boilers  are 
within  three  to  hve  months  clean  ;  and  to  prevent  any  further 
incrustation  in  such  or  new  Boilers,  the  use  of  Brand's  Liquid 
must  not  be  interrupted,  but  about  two-thirds  of  the  ^ated  quan- 
tities In  the  table  given  to  the  water  in  the  Boilers. 

The  Boilers  of  Locomotives  require  everj-  two  days,  in  pro- 
portion to  Uieir  power  and  time  of  service,  onlj-  two  and  a-halfto 
four  quarts  of  Brand's  Liquid,  which  every  second  day  is  iM>ured 
into  tlie  water  in  the  Tender. 

As  often  as  the  water  in  the  water-gauge,  on  Stationary,  Slitp 
or  Locomotive  Boilers,  becomes  fif  a  miuldy  a|>|>eariiiic>',  the 
Boiler  must  bo  blown  out  and  cleansed  from  the  .-^tones  ami  dirt 
which  have  settled  to  the  bottom  of  tlie  Boiler. 

The  incrustation  which  in  this  manner  is  roniove<l  is  soft,  or  io 
|>ieces,  which  are  ciMiimonly  of  a  crumbling  and  brilliant  texture 
and  have  a  brown  color. 

In  some  i>arts  of  the  countrj-,  and  in  Marine  Boilers,  tlio  incnw- 
tation  is  often  very  hard,  and  to  remove  this,  the  larger  quantities 
in  the  given  tabk;  are  re<|uired.  The  pieces  of  this  incrustation 
which  are  removed  by  the  use  of  Brand's  Liquid  have  lost  their 
glassy  texture,  and  though  they  commonly  retain  sonic  hard- 
ness,  they  have  a  brown  color,  and  a  corrosive  and  decayed  a|>- 
pevanca 

To  remove  the  incrustation  of  Marine  Bolters,  larger  quantities 
of  Brand's  Liquid  are  re(|uired,  in  proporti<xi  as  by  the  removal 
of  the  brine  a  quantity  of  the  feed-water  is  bkiwn  out  By  any 
simple  contrivance  Brand's  Liquid  must  be  brought  into  the  boi- 
er  in  small  portioas,  or  mixed  with  the  feed  water. 

Brand's  Liquid  Is  not  injurious  to  the  Boik'r  iritisuseil  in  larjge 
quantities,  even  if  the  Boiler  is  entirely  filkxl  with  It  and  heated, 
but.  In  general  tlie  (fuajitlty  as  is  stated  in  the  tabk;  must  not  ho 
exceed«l,  because  in  cinuicction  with  large  quantities  of  uK'nis- 
tatioii  the  Liquid  generates  much  priming  aiKJ  motion  d  Hie  wa- 
ter, whicli  might  prove  ii\juri<>iLs  to  the  annexed  niachiiier>',  espe- 
cially in  Ship  Boilers  and  Locomotives  which  have  no  large  steam- 
chests. 

The  above  table  is  made  by  practical  ex^tcrience,  so  that  oufy 
a  gentle  working  of  Brand's  Liquid  is  allowed,  entirely  free  fnm 
any  danger,  for  the  Boiler  once  properly  cleaned,  the  proprietor 
will  by  experiments  easily  ascertain  Die  miriiniuni  quantity  of  Li- 
quid that  is  required  for  the  Boiler. 

The  Troy  Iron  Bridge  Go. 


Should  it  be  requir^ 
of  Brand's  Liquid  in 
(lue-iialf  to  tliree-four^is 
the  boiler,  and  lieat 
heat,  for  which  ojier^tion 
In  Locomotives  w  lere 
Liquid  must  be  used 

.A  Locomotive  out  o< 
I  >y  the  use  of  a  large 

,oue-liaU  a  ho^.'slicad. 
It  would  be  iHxwIlets 

nanlages  in  using  Bn  i 
tieiiig  fully  aware  tha  t 
s;cnl  |>art  of  the  publjc 

,its  ;idvantages  in  a 


I  Per  year— ^rrel  ot  4u  gtUm 


1 

S 


to  clean  old  iocnutcjl  Boilere  by  the  its* 

few  days,  tlien  it  is  oii^y  uocessar\  to  i^iur 

IS  of  a  hogshead  at  <jK:e  into  the' water  m 

Irom  SIX  to  eight  dais  geiiU>   to  boiinv 

ion  the  Boiler  must  bf  |Mit  out  of  service. 

tlie  stettm-chestsiiire  wnall,  Brand's 

Jfleoer  in  small  quaautjes  as  belor«  sUltid. 

»er^'ice  may  be  cleaned  within  6  or  8  days 

<iuautjty  or  Brand's  liquid,  (tioo-itNirtli  to 


to  enter  into  a  long  liiscussion  on  the  ad- 
iid's  Liquid  for  cleaiiiii;  steam  generators, 
it  destined  for  the  Uj«  of  tlie  mott  intelt 
,  and  it  may  Uicrefbrt  sufltee  to  mentJOB 
<■  words,  as  foliows  : 


ftiM 

1.  Less  repair  of  Boiler. 

2.  Increased  geu^tion  ot  steam,  or  aavUg  oTftjel 
^-  -.^'"^  ^^l"*"**-'  of  hammering  and  loosening  the  iiicrustati<M 

4.  Less  interruption  of  business, 

5.  The  Boilers  reidain  tighter. 

6.  The  duration  o^  the  Boilers  is  iDcreas«|,  esiieciaUy  of  loeoi 
nioUves  and  Tube-B«klers  in  general.  V 

7.  Three-quartcn  of  the  causes  of  Boil^r-explosiotti  are  re- 
moved. 

■y  Price  per  barrel  $2a 

The  patentees  art  so  confident  of  the  fierits  of  this  inveo- 
tion,  tiiat  they  off«r  one  barrel  graiia  to  parties  willing  to 
;mako  a  trial,  to  be  i  aid  for  only  in  case  dT  success  and  of  fu- 
ture orders.  T 

Brand's  Liquid  is  i  ised  with  the  best  eflo^t  by 


Water  WorkSj 
Address 


Or, 

May  28, 1863. 


fterits  of 


,      .    the  Cincinoat 
and  ifiany  other  establislinietits  in  the  West. 


BRAND,  BR0TH£R8, 

Toledo,  Oiao, 
Sole  Patentees  |otli  in  Europe  and  tbe  jUnited  StatM. 

iP.  DUFAIS, 
tl     ■   "       "    • 


Itreet,  New  York, 


A  "JESS*' 


to«raollroo 

gto4en,(ir 


or  ftoaftioriny  kind 
to 


WMfcatOTMdar.afwijrMirirad  atraMtk,  in  aiy  part  af  *• 
mmtif.    ThMrhcMiwwtBbaHfefMtod  law*««lMli|^ 

MB  SS  MBl  fee  SMMt  tte  priM  €f  M04  WO^dflB  €Mlb     AABWS 

■LAHOSABS  *raU0WS,  ItaTi  H.  t. 


To  Railroad  Co^s,  JLocomotlTe 
Builders  and  Engineers.     | 

THE  undersigbed  having  taken  the  Agency  of  AA- 
croft's  Steatn  Gauge,  would  recommeod  their 
adoption  by  tho8^  interested.  They  have  been  exten- 
sively used  on  H<^lroads,  Steamer*  and  Stationary 
Boi'ers.  where,  ft-om  their  accuracy,  simplicity,  and 
non-liabiiity  to  tlerangement,  they  nave  given  pertect 
satisfaction.  In  fact,  for  Locomotives,  they  are  the 
inly  reliable  Gaiige  yet  introduced. 

J       CHAS.  W,  GOPKLAND, 
'^'^naultinc  Rnfinecr,  (i4  Broad waf. 


RHilroad  Iron. 


JCtna  Car  Worlds. 

BZLLUEYER  6c  SMALL,  YORK,  Pa.,  Propriitobs. 

WE  are  manu&cturing  to  order  and  by  contract,  Baggaga, 
Freight,  Express,  Stock,  "  Reading,"  and  other  patteras 
of  Coal  Cars.    Lumber  and  Gravel  Cars,  of  every  variety,  at 

short  notice,  and  on  favorable  terms.  

Our  fecilities  for  manufacturing  are  extensive,  and  our  means  fT^ HE  undersized,  Agent  for  tha  ManufactUl^rs 
toi^ransportation  to  all  parts  of  the  country  speedy  and  econo-    X     is    pi^parefi    to  contract  for?  T  Rails,  of  the 

The  Wheels  we  use  receive  our  own  personal  attention,  are  'isual  pattern  anti  weights,  to  be  dejivered  on  board 
made  of  the  best  Cold  BUut  Charcoal  Iron,  of  both  spoke  aad  ship  in  Wales. 

plate  patterns  solid  and  o|x;n  hubs.  He  wiU  also  itceive  and  forwaiii  orders  for  the 

All  Cars  built  by  us,  and  now  m  daily  use  on  the  Pennsylvania  ,  ^  n    ki        j    t  i    »Ir  .    i       ■'•"'"'« 

Central,  Baltimore,  Susquehanna,  York  and  Cumberland  Roads,  Purchase  of  RalUoad   Iron  Aud  Metals  generally, 
have  been  apprned  as  first  class,  and  carry  the  largest  capacity  through  the  medium  of  his  friendd  in  LondOD. 


allowed  on  any  roads.  We  are  prepared  to  furnish  Wheels  and 
Axles  separately  or  fitted.  Springs  and  other  parts  of  Cars  at 
short  notice.  Orders  and  Contracts  for  Railroad  Companies  so- 
licitad.  HMfXna 


For  terms,  apply  to 

JOHN  H.  HICKS, 
April  1,1863J  90  B«aT«r  M, 


-L.-:-. 


.  i 


■.       ^   #,'■,••■■-■■'"-■  '       •.-■■,-.  ^ 
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Notice  to  Contractors. 

PROPOSALS  for  the  grading,  bridging  and  ma- 
sonry of  the  Western  division  of  the  Covington 
and  Ohio  Railroad,  will  be  received  at  the  Office 
of  the  Engineer  at  Guyandotte,  Cabell  County, 
Virginia,  between  the  20th  and  30th  of  June  next. 
They  will  embrace  about  forty-aix  mile  sections, 
bridges  over  Twelve  Pole,  Guyandotte  and.  Mud 
Rivers,  and  a  tunnel  of  1600  or  1600  feet  in  length, 
at  the  bend  of  Mud  River. 

Also,  between  the  1st.  and  15th.  of  July  next, 
proposals  will  be  received  at  Covington,  Virginia, 
for  the  grading,  bridging  and  masonry  of  that  por- 
tion of  the  Eastern  division,  lyingbetween  the  town 
of  Covington  and  Hayne's  Farm,  on  Jackson's  riv- 
er— a  distance  of  10  or  11  miles  of  very  heavy  work' 
including  much  heavy  retaining  wall,  two  large 
bridges  over  Jackson's  River,  and  probably  2  tim- 
nels. 

The  successful  bids  will  be  declared  as  soon  as 
practicable  after  15th  July. 

By  order  of  the  Board' of  Public  Works. 

CHARLES  B.  SHAW, 
Chief  Engineer  Covington  &  Ohio  R.  R.  Co. 
Lewisburg,  Va.,  May  24,  1853. 

To  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  Ottice  of  the  Pittsburg,  Maysviile, 
and  Cincinnati  Railroad,  in  M'Connellsville,  until 
the  20th  July,  for  U»e  Graduation  and  Masonry  of 
the  line  of  road  (about  35  sections)  between  the 
Muskingum  river  and   the  Central  Ohio  Railroad. 

Bids  enclosing  jwoper  testimonials,  will  be  re- 
ceived for  the  whole  or  any  number  of  the  above 
sections. 

Plans  and  specifications  will  be  ready  for  exam- 
ination after  the  10th  of  July. 

The  division  between  the  Muskingum  and  Hock- 
ing rivers  will  be  offered  for  contract,  as  soon  as 
the  location  is  completed.      ROB  T  M'LEOD, 

Chief  Engineer. 

M'CoNNKLi.svii.i.E,  June  4th,  I8o3. 

Notice  to  Contractors. 

MARIETTA  AND  CINCINNATI  RAILROAD. 
Jjettings  of  Eastern  and  Western  Divisions. 

PROPOSALS  will  be  received  up  to  the  12th  of 
July,  at  the  Engineers  oflice  in  Marietta,  for 
the  graduation,  Masonry,  etc.,  of  the  seventh 
and  8th  Divisions  of  this  road,  extending  from  Ma- 
rietta to  Zane's  Ishmd,  opposite  the  city  of  Whett- 
ing. 

The  line  will  be  divided  into  about  one  mile  sec- 
tions, on  some  of  which  there  will  be  heavy  ma- 
sonry, and  other  work  worthy  the  notice  of  the 
most  responsible  contractors. 

Plans,  Profiles  and  Specifications  will  be  ready 
for  examination  at  Marietta,  and  on  the  line  of  the 
8th  Division,  near  Wheeling,  on  and  after  July  "the 
4th. 

Proposals  will  be  received  at  the  same  tim^and 
place  for  the  construction  of  about  20  miles,  iJeing 
that  portion  of  the  road  between  Blanchester  and 
Milford,  14  miles  out  of  Cincinnati,  on  the  Little 
Miami  Railroad. 

Plans,  Profiles  and  Specifications  for  this  divi- 
sion will  be  ready  for  examination  at  the  En- 
gineer's Office,  in  the  Manchester  Building,  Third 
Street,  Cincinnati,  on  and  aflcr  the  first  day  of 
July. 

The  line  of  the  road  from  Marietta  and  Belpre 
to  Blanchester,  being  already  under  contract,  and 
well  advanced  in  construction  ;  the  work  now  of- 
fered forms  the  only  remaing  link  to  complete  the 
connexion  from  Cincinnati  toPhiladelphia,  by  way 
of  the  Pennsylvania  railroad. 

Recent  subscriptions  of  $1,150,000  by  the  Penn- 
sylvania railroad  Co.,  the  city  of  Wheeling  and  in- 
dividuals, to  the  capital  stock  of  the  company,  will 
ensure  the  prompt  completion  of  this  great  'Work 
from  Cincinnati  to  Wheeling. 

WM.  P.  CUTLER,  President. 

A.  Kennedy,  Enfineer. 

MarieUa,  May  ZO.  1853.  ^ 


tiiooi'li'M  Falenf  ^teel  Tires. 


Haigh   Foundry  Co., 

BROCK  MILLS  FORGE, 
SOUS  MAIOTFACTUBEBS. 


GKORGE  WOODWARD,  10  Ferry  Street,  Nete-  York,  sole 
assent  iotim  Haioii  Focndry  (.'oMP'YjOfferstlicirniakp 
ot  Oooc'B's  Patbst  Stbil  Tir«3  ;  Charcoal  Iron  Tires,  lin- 
islicil  or  in  Uie  roiijrii,  superior  to  any  otlicr  Eiij^lish  ninke  for 
hanlnctis  and  enduraiicu  ;  Wrought  Iron  Dbiviso  Whekls, 
Axlis,  iirul  every  de.<cri|>tioii  ol'l'orjfiti;.'.-',  at  the  lowest  walo  of 
prices  coniniensurate  with  the  high  cUuracter  of  Uie  material 
an<l  Workinniislii|i. 

(J.va  Cannkl   and    Co.-il,  supplied,  to  order,  direct  from  tin 
GiDLow  luul  SwiNLEY  iiiiiif.1,  ot  the  iiio^t  iiu|iericir  qnality. 

New- York,  ;jl  March,  lN">S. 


OEL8 


RICHARDSON'S 


PATENT 


Oil/ 


CUPS 


FOR  Locomotive  and  Stationary  Enjjinee.    I'or  sale  by 
BRIDGES  &  BROTHER,  Agents, 
64  Courtlaiid  si,,  New  York. 

CAUTION. 

RAILROAD  Companies,  and  the  public  trenerally,  are  liereby 
cautioniNl  auainst  |>iircha.<<ini;  ''■  Itichardsoris  Patent  Oil 
Cu})8j"  or  the  right  to  u-so  Oie  same,  except  of  tlie  undersigned, 
proprietor  of  the  patent,  or  of  Boine  one  uctint;  under  his  author 
ity.  Communications  addrea8e<i  to  liim  at  Westminster,  Ver- 
mont, will  be  promptly  atteiidod  tu  E.  Da  WOLF,  Jr. 
June  1, 1863. 


Kailroad  Letting. 

PROPOSALS  will  be  received  at  our  office  in 
Cincinnati,  until  Wednesday,  the  8th  day  of 
June  next,  for  the  clearing,  grubbing,  grading  and 
masonry,  of  the  line  of  railroad  from  Cincinnati  to 
Cambridge  city,  Ind.,  about  GO  railos. 

Plan  and  profile  of  the  road  will  be  ready  for 
examination  ten  days  before  the  letting. 

This  road  passing  through  a  dry  and  healthy 
country,  where  supplies  are  abundant,  offers  great 
inducements  to  Contractors.  There  will  probably 
be  one  short  tunnel,  and  the  grading  and  masonry 
will  be  heavy.  The  work  to  be  commenced  imme- 
diately after  the  letting,  and  will  be  paid  for  by 
monthly  estimates. 

Offers  for  part  pay  in  stock  of  the  road  will  be 
favorably  considered.         A.  DE  GRAFF  &  CO. 


VENTILATION. 

TUB  Siibdcribcr  tK-inir  iwti'iitcc  of  natural  or  ^ponfa^loous  ven- 
tihition,  will  be  gtad,  in  order  to  diffiL^c  its  Messinsrs  a."  rap- 
idly and  widAty  a8  powiibkt,  to  enter  kitoarrBnscment.'i  with  indi- 
viduals or  corixiratioiis,  for  the  exclu?;ivc  riu'ht,  upon  vpr>'  mod- 
emtc  imd  reasonable  terms. 

It.-*  o|>cration  is  simple  aixl  purely  pliilo«u|>iik;nl— is  easily  and 
cheaply  prmluccfl  by  mechanical  mcaii-s— and  CNpially  ada|iin<l  to 
the  largest  and  smallest  builduig  or  a|iartmnnt.  Thie  sulMcrlber 
is  preiwinKl  to  funiish  kucIi  pliuis,  drawings  and  instructions  w 
will  ciiabM  builders  of  Railroad  Cars,  Sc1mx>I  iukI  ordinar>'  s/zed 
Dwelling  Houses,  to  carrj-  out  tbo  operatkm  without  the  liecetnu- 
ty  of  awaiting  hi.s  personal  su|ier>'isioa 

A  few  teatimouiaU  may  bo  in8{)ected  at  the  oftice  of  tliis  paper. 
Address,  (postage  |>aid,)  H.  RUTTAN, 

June  1,  1863.  Cobourg,  Canada. 


Inspection  of  Railroad  Iron. 

THE  nnderaigned,  having  a  thorou^  practical  knowledge  of 
the  manufacture  of  Railroad  Iron,  and  a  most  efficient  staff 
of  men  at  the  works,  he  is  enabled  confidently  to  undertake  the 
charge  of  inspection.  References  to  the  priiM:i|>al  companiea  in 
Snglaiid,  America,  Canada,  etc.        W.  D.  STARLINO, 

ObauEe  AUey,  Loaibard  at, 
yuM  1,1863.  Lcodoo. 


FOR  RAILROADS, 

MACHINERY  AND  BURNING. 


MANUFACTURERS  OF 

OILS  AND  CANDLES, 

154  Front  St.,  corner  of  Maiden  Lane,  New  York, 
Devote  special  attention,  to  the  preparation  of  th** 

best  Oil  for  Burning,  Machinery,  and  for 
LUBRICATING   ENGINES  AND  CARS, 
at  tile  lowest  prices.     Ortlers  promptly  HUed. 
June  1,  1863. 


Elmira  Car  Sliop. 


THE  Undersigned  is  prepared  to  manufacture  for  Railroad 
Companies,  Passenger,  Baggage,  Cattle,  yreight.  Gravel  ami 
Hand  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

WM.  E.  BUTTER. 
JSlmira,  N.  Y.,  June  1, 1863. 

Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfWly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
Time-tables,  Circulars,  THckets,  t^c,  <f»c. 

J.  H.  SCHULTZ  &  CO. 

New   York  April  9,  1868.       1  •' 

Railroad  Iron. 

THE  Undersigned,  having  been  engaged  for  many  years  as  a 
sworn  Metal  Broker  in  the  City  of  London  exclusively  as  a 
buyer  of  Rails,  begs  to  iiifonn  (>arties  about  to  make  contracts, 
that  he  hits  always  on  hand  orders  to  sell  for  reputed  manufac- 
turers ui>on  the  best  terms.  W.  D.  STARLING, 
Metal  Broker,  Change  Alley,  Lombard  »t 
June  1,  18.^.                   '  Loodoa 


Hoole,  Staniforth  &  Co., 

MINERVA    WOUKS, 

SHEFPIPLD,  ;      r 

Si  eel  Converters  and  Refiners ; 
Manufacturers  of  Improved  Caat  Steel  Engineer 
ine  and  Machme  Piles ; 

Locomotive  Engine,  Railway  Carriage  and  Wagon 
Springs. 

Saws  of  every  description,  Engineers'  Hammers, 
etc.,  etc.,  etc. 

An  assortment  of  Steel  from  the  above  Works  con- 
stantly on  hand  by  RICHARD  MAKIN, 

Agent  for  the  Manuiac lurers,    ■- 
43        ,  M  -       ,   24  Bcoadwajr. 


AME»1CAN 


RAIIiROAD 

—  -> 


JOURNAL. 
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To  Conti'aetors. 

HUNTINGTON  AND  BROAD  TOP  MOUNTAIN 
RAILROAD. 

PROPOSALS  will  be  received  at  the  Engiueer's 
Office,  Huntington,  Penn.,  until  the  2«th  day 
of  June  next,  for  the  graduation  and  masonry  oi 
thirty-five  miles  of  the  above  railroad. 

Plans  and  Specificatioua  will  be  exhibited  inth3 
Office  for  three  dayu  previous  to  the  letting. 

S.  W.  MIFFLIN,  Engineer. 

^^A^UIFICKAII^R0^4J^^ 

$4,000,000  liOan 

ON  THE 

MORTGAGE  BONDS  OP  THE  PACIFIC 
RAILROAD  COMPANY  or  MISSOURI. 

THIS  Company  will  receive  proposals  until  the 
11th  of  July  next,  for  four  millions  of  doUai-s 
of  their  construction  bonds,  to  be  issued  in  sums 
of  one  thousand  dollars  each,  payable  at  the  city 
of  New  York  twenty  years  after  the  date  thereof, 
with  coupons  attached  lor  the  payment  of  interest 
at  the  same  place  semi-annually,  on  the  first  of 
January  and  first  of  July  in  each  year,  at  the  rate 
of  7  per  cent  per  annum. 

These  bonds  are  secured  by  a  fii-st  and  onlj 
mortgage  on  the  Southwestern  Branch  railroad, 
;{00  miles  in  length,  and  one  million  of  acres  of 
land  on  the  line  of  that  branch,  granted  by  Con- 
gress to  aid  in  its  construction  :  and  also  by  sec- 
ond mortgage  on  the  Pacific  railroad,  290  miles  in 
length.  About  130,000  acres  of  land,  not  included 
in  the  mortgage  are  set  apart  to  aid  in  meeting  in- 
terest. 

Forty  miles  of  the  Pacific  railroad,  from  St. 
Louis  westward,  is  about  completed,  and  86  miles 
further,  reaching  Jefferson  city,  the  capital  of  the 
state,  is  under  construction.  About  $1,600,000 
has  already  been  expended  by  the  company  in  the 
completion  of  the  first  division,  and  in  the  con 
structiou  of  an  excellent  machine  and  car  shop, 
and  engine  house,  and  the  necessary  real  estate 
and  the  surveys  required  to  prepare  tlie  whole  600 
miles  of  railway  for  contract. 

The  Pacific  railroad  line  extends  from  St.  Louis 
to  the  vicinity  of  Independence,  near  the  mouth  of 
the  Kanzas,  290  miles,  and  its  south  western  branch 
diverges  about  forty  miles  west  of  St.  Louis,  and 
runs  near  Springfield  to  the  southwestern  part  of 
the  state,  a  little  north  of  Ta-le-quah,  the  capital 
of  the  Cherokee  nation,  300  miles. 

The  charter  was  granted  with  the  view,  and  the 
right,  of  ultimate  extension  to  the  Pacific  Ocean, 
with  an  authorized  capital  of  ten  millions,  and  pri 
vilege  of  increase  under  general  law. 

Capital  subscribed  in  Missouri  over  $2,000,000, 
of  which  about  40  per  cent,  is  paid  up.  State  loan 
to  the  company  authorized  $4,000,000,  of  which 
$700,000  has  been  issued  and  sold  at  a  premium. 
For  such  stock  now  issued,  the  state  holds  a  lien 
on  the  Pacific  railroad  only.  Land  granted  by 
Congress,  now  the  propertv  of  the  company,  about 
1,260,000  acres. 

One  or  the  other  of  the  lines  of  this  company 
will  be  the  Central  National  line  of  railway  to  the 
Pacific  ocean.  Reconnoisances  and  surveys 
of  the  United  States  government  will  connect  with 
both. 

The  whole  amount  of  bonds  which  can  be  issued 
under  the  mortgage  is  ten  millions  of  dollars.  The 
whole  of  these  bonds  are  convertible  into  land  of 
the  Company,  and  one-half  into  stock  of  the  Com- 
pany, within  a  limited  time,  at  the  option  of  the 
holder. 

The  Company  reserve  the  right  to  accept  pro- 
posals for  all  or  any  portion  of  the  amount. 

Ten  per  cent  of  the  amount  allotted  to  each 
subscriber  will  be  required  on  notice  of  the  ac- 
ceptance of  his  proposals,  and  the  balance  as  call- 
ed for  by  the  Directors,  not  exceeding  ten  per  ct. 
monthly.  Any  subscriber  may,  however,  at  his 
option,  pay  up  in  full,  and  receive  his  bonds  at 
any  time. 

Interest  will  in  all  cases  be  adjusted,   on  pay 
ment  of  the  final  instalments. 
Proposals  will  be  received  at  the  office  of  Messrs 


RiGGs  &.  Co.,  66  Wall  .street,  N.  Y.,  inclosed,  .scal- 
ed and  endorsed,  "Proposals  for  Loan  of  $4,000,- 
000  of  Pacific  Railroad  of  Missouri.'  Laws,  Re- 
ports, Documents  and  Map,  showing  the  condition, 
relations  and  prospects  of  the  work,  and  all  neces- 
sary information  relative  to  its  aflkirs,  &c„  may 
be  obtained  after  the  1st  of  June  on  application  to 
Messrs-  Camann  &  Co.,  or  Riggs&.  Co.,  at 56  Wall 
street,  or  the  subscriber,  personally,  or  by  lettei-. 
By  authority  of  the  Board  of  Directors, 

THOMAS  ALLEN,  President 
St.  Nicholas  Hotel,  N.  Y.,  May  20,  1853. 


^-  Pease  &  Murphy, 

FULTON    IRON     WORKS, 

FOOT  of  Cherry  st^  E.  R.    Office,  27  Corlears, 
corner  of  Cherry  st      "         ' 
and  Marine  Engines. 
N.  R.     Entfioes  and  BoHeri  renaired. 


Manufacturers  of  Land 
6tf 


Notlee. 

LITHOGRAPHY.— The  Court  having  granted 
the  petition  of  tlie  undersigned  for  a  dissolu- 
tion of  his  partnership  with  ALPHONSE  BRETT, 
tnwling  under  the  firm  of  A.  BRETT  &  CO.,  LiUi- 
ographers,  Philadelphia,  and  having  removed  from 
Goldsmith's  Hall  to  that  convenient  business  stand, 
the  new  Girard  building,  No.  50  South  Third 
Street,  he  would  therefore  beg  leave  to  inform  his 
friends  and  the  public,  that  he  is  prepared  to  exe- 
cute lithography  in  all  it»  brjuiches,  in  a  superior 
manner.  Having  the  best  artists  and  workmen 
employed,  he  can  freely  warrant  his  work  as  equal 
to.any  in  the  trade. 

Publishers,  civil  engineers,  machinists,  and 
others  requiring  lithographs,  plain  or  in  colors, 
can  depend  on  the  correctness  and  high  finish  of 
their  designs,  along  with  promptness  and  despatch. 

DAVID  CHILLAS, 
Apl  Im  i  50  South  Third  street. 

NEW  TORK 

Lubricating  Oil  Manaiacturing  Co. 

12  BROADWAY, 

PROPRIETORS  AND  MANCFAOTURERS  OP 

DEVLANS  PATENT  LUBRICATING  OIL, 

rOK  ALL  KINDS  OF  MAOBIHBST  AXD  mAILkOASS. 

THIS  OIL  Us  now  pxhmsivcly  used  on  the  principal  Railroadt 
in  Pennsylvania,  New  York  and  N.  E.  States.  It  runs  machi> 
Defy  with  lees  faction,  thereby  enabling  the  consumer  to  accom- 
plish more  with  the  same  motive  power,  and  save  their  machine 
ry  fh»n  unnecessary  ware  It  is  entirely  free  from  Gum,  and 
will  cleanse  and  destroy  all  old  Gum  that  has  accumuUited  upon 
BBdes  and  Journals,  by  the  use  of  bad  oil  It  will  wear  longer 
Umo  Spenn,  and  is  ttom  thirty  to  forty  ceota  •  galloD  dwaper, 
iriiidi  makea  a  great  aavtog  to  the  cofiwmwr. 


Trantwine  on  R.  R.  Carres. 

By  John  C.  Trautwine,  Civil  Engineer, 
Philadelphia,  Pa. 

JUST  published,  accompanied  by  a  Table  of  Nat- 
ural Sines  and  Tangents  to  single  minutes,  by 
means  of  which  all  the  necessary  calculations  may 
be  performed  in  the  field. 

This  little  volume  is  intended  as  a  field-book  for 
assistants ;  and  will  be  found  extremely  useful,  as 
it  contains  full  instructions,  (with  woodcuts)  for 
.aying  out,  and  adjusting  curves;  with  Tables  oi 
Angles,  Ordinates,  etc.,  lor  Curves  varying  from  13 
miles,  down  to  I4G  feet  Radius. 

A  portable  Table  of  Natural  Sines  and  Tangents 
to  minutes,  has  for  a  long  time  been  a  desideraUm 
among  Engineers,  independently  of  its  use  in  lay- 
ing out  curves. 

The  volume  is  neatly  got  up  in  duodecimo;  an. 
handsomely  bound  in  pocket-book  form. 

Sold  by  Wm.  Hamilton,  Actuary  of  the  Fi^^  I'i- 
lin  Institute,  Philadelphia.    Price  $1. 

Also,  "  TVautieine's  Method  of  Calculating  Ex- 
cavation and  Embankment." 

By  this  method,  which  is  entirely  new,  (being 
now  made  known  tor  the  first  lime)  the  cubic  con- 
tents are  ascertained  with  great  ease,  nnd  rapidity, 
by  means  of  diagrams,  and  tables  of  level  cuttings. 
Thin  octavo;  neatly  half  bound,  $1.  For  sale  by 
Wm.  Hamilton. 

June  38,  1851,-  ;        j    . 


Cxenjird  Kaiston, 

ai  TOKEN  liOUSE  YARD.  UONDUN, 

OFFEUe    H18   EKBVICES    FOB   ^HE 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDENDS,       . 

DEBTSl  LEGACIES    ETC., 

And  fur  the  Purchase  and  Ioap«ctiun  of 

Railroad  Iron,  Chairs,  or 

any  kind  uf  Machinery. 

REFEllENCES:  • 
Messrs  Palmer,  McKillop,  Dent  A  t 

"        Greorge  Peab<>dy  &  Co,  Lou  Ion. 

"       Curtis,  Bouve  &  Co,  Bostui . 
Richard  Irvin,  Etq.,  IV ew  York. 
Robert  Ralston,  Esq  ,  Philadelphia. 
C.  C.  Jamieson.  Esq.,  Baltimore,    j 

To  iContractoiii. 


'o.,  London. 
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LALKD  FKUl'OS.\LS  will  be  recthcd  at  the 
Engineer's  olhce  of  the  Lexiilgton  and  Big 
Sandy  Railroad,  m  Mt.  Sterling,  Ky.,  until  Aug. 
10th,  at  sun  dowi|for  the  graduatiufi  and  masonry 
of  the  whole  of  sad  Railroad,  a  dt.stanct;  of  120 
miles.  Bids  will  Ibe  received  for  ;»ny  number  of 
sections,  the  company  reser\ing  Ihei right  to  reject 
all  propositions,  if  none  are  satisfactory. 

Propositions  art  also  invited  by  jcontractors  of 
ability,  for  the  wkole  road. 

This  road  runs  through  some  of  the  finest  por- 
tions of  the  Stat4  the  facilities  for  Lhe  supplies  of 
every  kind  being!  very  abundant. 

Plans  and  specifications  may  be  seen  at  the 
ofiice  after  July  ^st.  < 

J,  B.  1  ^ESTBROOK,  Chief  Engineer. 

Portland,  Apri  0,  1863.  ' 


A  Goiod  Ente 


se. 


THE  concentration  of  six  or  seven  Railroad.s  at 
Fort  Waynel  Indiana,  viz :  Ohio  and  Indiana, 
Fort  Wayne  and  Chicago,  Fort  Waf  ne  and  Cuicin- 
uati,  Fort  Wayuej  Southern,  Wabash  Valley,  Fort 
Wayne,  Union  aiid  Cincinnati,  and  the  Fort  Wayne 
and  Mississippi  Air  line  raihoads,  ^111  require  and 
otters  favorable  mducemeuts  for  all  extensive  es- 
tablishment for  tne  manufactory  o^Raihoad  Cars, 
and  other  machinery.  Persons  wjUng  to  embark 
m  an  enterprise  if  this  kind,  wouldl  receive  eucour- 
jigement  from  mist  of  the  roads  apove  named,  if 
a|)i>lication  be  made  soon.  *     1 

hhrl  Waym,  MOu  18,  1853. 
♦  The  above  is  from  responsible  barties,  who  will 
lend  efticicnt  aid  to  the  enterprise  proposed. — [Ed. 


U.  R.  J. 


It. 


To  Raiiiload  TrackiLayers. 

Proposals]  under  seal,  are  requested  at  the 
Railroad  J  oiibial  oflSce,  Aew  York,  on  the  10th 
July  next,  for  living  the  track  of  the  Mobile  and 
Ohio,  Tennessee  and  Alabama,  an^  Paducah  and 
Tennessee  railro  ads ; — aggregate  leingth,  612  miles. 
Plans,  specificat  ons  and  other  required  informa- 
tion, will  be  furnished  at  the  time  and  place  above 
mentioned.  JOHN  CHILPE, 

Cl^ef  Engineer. 
Mobile,  May  X1\h,  1853. 


r  pth, 


-r 


Noticf  to  Contraetors. 

PROPOSALSI  will  be  received  until  noon  the 
20th  June,  for  the  Graduatioti  and  Masonry 
of  the  Franklin  knd  Warren  Railroad,  extending 
from  a  point  onlthe  eastern  Sute  t-ine  of  Ohio,  in 
the  County  of  iVumbull  to  AshlanJ,  Ashland  coun- 
ty, Ohio,  a  distance  of  about  106  ftiilcs. 

The  line  will  b4  ready  for  examinntion  Jime  13th. 
For  particulars  apply  at  the  Engineer  s  office,  Frank- 
lin, Portage  county,  Ohio. 

The  remaining  distance  of  the^  road  extending 

from  Ashland  tjo    Dayton,   or  Maysville,  will  be 

ready  in  a  short  time.  j  M.  KENT,        r 

1     President  F.  St  W.  Railroad.    ' 

SAM'L  a  KNEASS, 
!  Cl^ief  Engineer. 

FiUNKLiN,  Mfy  19,  1863. 


^:^-:  T 
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AMI!R1CA}7    RAtLROA]>    jromifAL. 


HHatti 


CARHART'S    IMPROVED    TURNTABLE. 


THIS  TURNTABLE,  together  with  an  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  OJSE  MAN  in  25  SECONDS. 

The  Patentee  ol  this  Improved  Table  wou'.d  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  its  merits.  It  i»  guarantied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
itssiinpliciiy  rendering  it  impossible  to  ^et  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly $1,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  for  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stooe  at  some  points,  the  sub&criber  is  com- 
pelled to  ask  a  small  advance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
confer  with  the  subscriber  for  further  particulars, 


or  inquire  into  the  practical  utility  ot  the  Table  as 
tested  for  the  last  four  >ears,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  E^^q.,  Resident  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Esq.,  Sup'i  of  Cleveland  and  Pitts- 
jburgh  R.  R. 

i  Wro  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.J.  Conover,  Eisq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Pig.  I,  of  the  above  cut,  represents  the  Founda- 
itions,  consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  ot  cut,  ami  the  former  ol  hamraer-dress- 
|ed  stone,  with  a  cut  coping.  The  Track  is  spiked 
[and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth. '.  The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  (!,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  lor 
aduistment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address 

D.  M.  CARHART, 
I  Cleveland,  Ohio. 

February  14,  1853.  "     ' 


LAHAYfi'S 


T\. 


Patent  Self-acting  Brake. 

THE  attention  of  Railroad  Companies  is  respectfblly  called  to 
this  improvemefit,  u.sed  exclusively  on  all  Passenger  Care 
upon  the  Philadelptiia  and  Reading  Railroad,  and  now  t>eini(  at- 
tached to  those  building  for  the  Camdeo  and  Atlantic  Railroad, 
and  several  other  Roads. 

Labaye'd  Self-acting  Brake  can  b6  attached  to  any  Car  with- 
out interfering  with  the  ordinary  Hand  Brake,  is  simple  in  iu 
eoiwtruction,  and  reliable  in  itn  actioa 

By  trials  inade  with  this  Brake,  Passenger  Trains,  at  a  speed 
ofSO  miles  per  hour,  have  been  brought  to  rest  within  a  distance 
of  260  feet 
Jtot  BiKht  to  use,  or  any  other  inlbimatlon,  apply  to 

0.  A.  NORRia, 
American  Railway  Agency,  12  f  arqutaar  BuUdiIlg^ 
M«y  20,1863.  Philadelphia. 


To  Engineers,  Architects  and 
Draug^htsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profession*,  that  he  has  con- 
stan'ly  on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb  9  1853.  315  Broadway,  N.  Y. 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  Rail- 
road Wheels  made  from  the  celebrated  Oxford  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Oz- 
ford  Furnace  P.  O.,  will  be  attendMt  to  promptly. 
Sept.  11,  IBM.       ly* 


-     IRON. 
Pierson  &  Co., 

24  BROADWAY,  NEW  YOBK, 

KEEP  on  hand  a  large  and  general  assortment  ol 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCOMOTIVE  and  CAR  BUILD 
BRS,  and  RAILROAD  MACHINE  SHOPS  ;  also. 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks.  Axles,  Tires  and  Tire  Bars,  ot 
he  B.  O.  LOWMOOR,  and  other  approved  makes 
mporteJ  to  order  on  the  moat  favorable  terms. 

Pebrnwy  1(.  IStS. 
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Marietta  and  Clmolnnatl  Raiiroad. 

The  whole  of  this  road  is  to  be  immediateyl 
placed  under  contract.  Its  line  is  the  longest  uft- 
der  one  charter  of  any  in  Ohio,  and,  when  comple- 
ted, the  road  will  be  one  of  the  most  magnificent 
works  of  the  kind  in  the  United  States.  Ample 
means  are  now  provided  for  the  whole  line,  and 
the  work  of  construction  will  be  urged  forward 
with  all  possible  dispatch ;  and  the  character  of 
the  parlies  having  it  in  charge  is  a  sufficient  guar- 
antee that  the  work  will  be  pushed  forward  with 
energy  and  vigor. 

The  original  design  for  a  road  extending  from 
Cincinnati  to  Marietta,  on  the  Ohio,  nearly  on  the 
same  parallel,  and  cutting  ofiFthe  long  bend  of  the 
river.  The  contemplated  outlet  to  the  seaboard 
was  through  the  Baltimore  and  Ohio  railroad,  of 
which  Parkersburg,  ou  the  Virginia  side  of  the 
Ohio,  was  one  of  its  proposed  termini.  Since  the 
plan  of  the  road  was  first  undertaken,  the  great 
Penn.  road  has  reached  the  Ohio,  and  the  advan- 
tages of  a  couuectiou  with  this  work,  as  well  as 


the  Baltimore  and  Ohio  road,  became  so  apparent 
that  the  company,  and  wisely  we  think,  determin- 
ed to  push  their  line  to  Wheeling,  an  important 
town  ou  the  Ohio,  aud  which  is  now  in  connection 
by  railroad  with  Baltimore,  aud  is  soon  to  be  with 
Philadelphia,  by  a  very  direct  line  of  road.  The 
above  road  wiiU'onn  the  Ohio  Trunk  for  both  tlio 
Penn.  aud  tlie  Baltimore  and  Ohio  roads,  and  will 
constitute  one  of  the  shortest  lines  betwein  Cin- 
cinnati  and  the  Atlantic  ports. 

We  think  the  exteusiou  of  the  road  from  Mari- 
etta to  Wheeling  to  be  not  only  a  good  project  in 
itself,  but  as  adding  largely  to  the  value  of  thei 
whole  line.  There  is  now  no  northern  and  soulkcrn 
road  through  the  western  half  of  Ohio,  while  in  the 
eastern  half  there  are  some  four  or  five  in  opera- 
tion and  progress.  That  portion  of  this  road  north 
of  Marietta,  will  form  just  the  avenue  wanted  for 
the  large  trade  and  travel  between  the  Lakes  and 
southern  Ohio,  and  Kentucky.  It  will  also  be  a 
convenient  route  for  business  men,  by  tcuching 
the  points  of  concentration  of  trade  At  Wheel 
ing,  a  junction  will  be  formed  with  the  Cleveland 
and  Wheeling  road,  a  greater  portion  of  which  is 
opened.  On  the  southern  portion  of  the  Ime,  a 
junction  is  to  be  formed  with  the  Scioto  and  Hock 
ing  Valley  road  ;  which  last  will  form  a  junction 
with  the  extension  east,  of  the  Maysville  and  Big 
Sandy  road,  aud  through  this  with  the  railroad 
system  of  Kentucky.  In  this  manner  the  Mariet- 
ta road  will  become  the  connecting  link  between 
important  systems  of  roads  lieng  beyond  either  ter- 
mini, with  the  additional  advantage  of  having  no 
prospect  of  any  immediate  rival, 
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most  important  claanels  through  wjiich  the  pro- 
ducts of  the  mineial  region  to  fiiM  their  way  to 
other  portions  of  t  le"  State.  |  : 

The  road  will  b ;  237  miles  long,  and  it  is  esti- 
mated to  cost  So,  366,325.  The  available  stock 
Kubscriptioits  alr-ady  secured  amount  to  ft2,- 
800,000.  This  sum  ncludes  subscription  of  ft-75u,000 
made  by  the  Pennsylvania  railroad ^mpany.  This 
Kiibscription  by  a  L-ompany  under  sufch  careful  and 
prudent  manager  tent  as  is  the  Iftter,  may  be 
regarded  as  high  estimony  in  favot  both  of  the 
parties  having  ii  charge,  and  tlie  prospective 
income  of  the  Maiietta  road,  and  hai,  as  the  act  is 
entitled  to,  exerte  i  a  strong  influen^  in  giving  to 
the  securities  of  t  le  company  the  h^h  credit  they 
now  enjoy.  ; 

The  above  roat  will  prove  a  vasti  benefit  to  the 
whole  of  south-ej  istem  Ohio,  whif  h,  up  to  the 
present  time,  has  been  without  the|  advantages  of 
railroad  communication.  Its  cost  js  estimated  at 
$24,000pr.  mile.  We  believe  its stoc^  will  beapay- 
ing  one  under  all  icontingencies,  ai^  that,  conse- 
quently, its  securities  must  prove  a|i  excellent  in- 
vestment for  capi^lists.  ] 

Grand  Tntnk  R.ailWH)r  or  iCanada.  i 

The  Atlantic  a^id  St.  Lawrence  railroad  compa- 
ny formally  voto^  at  a  meeting  of  ^he  stockhold- 
ers, held  at  Portland  on  the  10th  i(4t.,  to  execute 
a  lease  of  their  rdad  to  the  Grand  t'runk  railway 
of  Canada.  The  ijesolution  authori4ng  the  lease  is 
as  follows :  i 

VoUd.  That  Alexander  T.  Galtj  Esq.,  be  and 
he  is  hereby  autqorised  and  empowered  in  behalf 
of  the  Atlantic  add  St.  Lawrence  railroad  com|ia- 


The  road  is  strong  in  local  support,  which  is  a  ^  ny  to  enter  into  h  preliminary  coijtract  with  the 
good  indication  that  it  will  enjoyalucrative  traffic.  jG'-a^'i  Trunk  railM;ay  company  of  jCanada,  for  a 
°  „  .  •'  '' .  ,  ,  .  ^^ ,  Jlease  of  the  Atlanftic  and  St.  Lawreijce  railroad  and 


The  greater  part  of  the  country  traversed  by  this 
road,  possesses  an  excellent  soil ;  parts  of  it  are 
among  the  old  settled  and  richest  portions  of  Odio. 
Ross  County  in  particular  is  hardly  inferior  to  any- 
one in  the  State  in  the  excellence  of  its  soil,  the 
extent  of  its  productions,  and  in  the  wealth  of  its 
inhabitants.  That  portion  of  the  route  having 
poorest  soil,  abound  in  coal  and  iron  ore,  of  the 
best  quality,  and  from  which  a  very  large  traffic  is 
anticipated.  Cincinnati  is  already  supplied  with 
coal  from  the  coal  fields  of  southern  Ohio,  from 
which  a  large  portion  of  the  State  is  to  be  supplied 
with  fuel.    The  Marietta  road  must  be  one  of  the 


all  its  equipment  and  property  to  ihe  said  Grand 
Trunk  railway  company,  in  perpetiity,  or  so  far, 
and  to  such  extefat,  as  the  charter  oif  this  company 
and  the  laws  of  the  several  states  through  which 
it  passes  will  alljow  ;— upon  the  getieral  basis  fol- 
lowine,  that  is  toj  say, — That  thesald  Grand  Trunk 
railway  shall  iMijj  six  per  cent  per  )innam  in  half- 
yearly  payments!  on  all  the  out&tatiding  slock  of 
the  company  an4  assume  all  the  liibiUties  of  this 
com})any  upon  niortgagc,  contract^,  or  otherwise ; 
the  oi  garnzation  jof  the  con«pany  aad  all  their  ob- 
ligations to  the  deveral  states  aforesaid,  under  the 
laws  of  the  sama  to  be  preservedjand  to  remain 
inviolate.  I 

Mr.  Qalt  who  ras  present,  addreissed  the  meet- 
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in^  at  some  length.    His  remarks  were  reported 
in  the  Argus,  as  follows  : 

Mr.  Gait  commenced  by  referring  to  t^  great 
importance  felt  by  those  interested  in  England,  in 
securing  an  uninterrupted  line  of  railway  in  the 
west.  Of  the  immense  obstacles  that  had  been 
contended  with  and  overcome.  Of  the  favor  with 
which  this  project  was  viewed  in  Canada,  both  by 
the  government  and  by  the  management  of  tho 
road.  The  scheme  is  one  of  a  most  momentous 
character. — The  plans  must  be  laid  for  the  great 
future  rather  than  for  the  present.  The  scheme 
itself  involved  the  most  gigantic  outlays.  No  sin- 
gle company  could  consider  them  for  a  moment. 
It  was  only  a  stupendous  combination  as  this  pro- 
posed to  be,  that  could  steadily  contemplate  them 
and  master  them.  Tlie  construction  of  the  btidge 
even,  over  the  St.  Lawrence  would  cost  iJ7,000,- 
000 ! — This  bridge  must  be  constructed,  or  the 
whole  scheme  would  fall  througli.  When  in  Lon- 
don two  great  questions  w^ere  presented  ;  one,  this 
immense  bridge,  the  other,  can  the  continuous  line 
be  secured.  If  either  of  tliesc  fail,  we  need  go  no 
farther.  Happily,  they  could  both  besettled  in  aid 
of  the  great  plan. 

As  to  the  terms  of  the  lease,  they  are  simple 
and  explicit.  The  Grand  Trunk  railway  assumes 
all  the  liabilities  of  this  road  and  agrees  to  pay  6 
per  cent  semi-annually  to  the  stockholder,  and 
proposes  to  commence  on  the  first  of  July  ^next. — 
The  Canadian  company  have  no  interest  guaran- 
teed to  them.  They  take  their  dividends  from  the 
working  of  the  road.  Mr.  Gait  thought  the  whole 
line  would  pay  six  per  cent.  The  completion  of 
this  arrangement  will  make  Portland  the  outlet  of 
eiglu  kundrcd  ami  aim:  miles  of  railroad — and 
freight  from  Lake  Huron  will  reach  here  without 
breaking  bulk.  The  arrangemants  for  the  hi^  of 
steamboats  are  absolutely  necessary.  In  coqnec- 
tioD  with  a  line  of  boats  from  England  or  Ireland  to 
Portland,  a  ticket  may  be  taken  from  Trieste,  Ha- 
vre, etc.  to  the  terminus  of  the  road.  The  capital  em 
barked  is  immense, — $60,000,000 ! 

Mr.  Q.  said,  it  appears  more  likely  to-day  that 
the  road  will  be  extended  West  from  Lake  Huron 
than  a  few  years  since  it  did  that  we  should  meet 
here  on  this  business  to-day.  The  fruition  of  this 
plan  will  make  Portland  a  principal  city  ibr  steam 
ships.  It  will  really  verity  the  Utopian  idea  of 
making  a  ferry  of  the  Atlantic.  In  addition  to  all 
this,  (said  Mr.  G.)  the  European  and  N.  A.  rail- 
road will  undoubtedly  be  carried  thro'  to  Halifax, 
— giving  decidedly  the  shortest  route  from  Europe 
to  the  interior  of  this  continent.  As  to  the  pro- 
gress of  the  work,  he  would  state  that  the  whole 
line  from  Sarnia  to  Montreal  and  Quebec,  is  under 
contract.  Twenty  per  cent  has  been  paid  in,  and 
the  road  will  unquestionably  be  completed  from 
Sarnia  to  Montreal  in  three  years.  It  will  take  a 
year  or  two  longer  to  finish  the  Bridge,  which  is 
to  be  one  of  the  most  stupendous  enterprises  in 
the  world,  and  an  attraction  sutficient,  he  trusted, 
to  induce  the  stockholders  of  this  road  and  the 
citizens  generally,  to  visit  Montreal.  It  is  to  be  of 
iron,  on  stone  piers,  with  spans  of  220  feet  each, 
and  of  height  sufficient  to  allow  free  passage  un 
derneatb,  of  the  tallest  craft  on  its  waters. — 
There  will  be  no  less  than  two  thousand  five  hun- 
dred miles  of  railroiid  connected  with  that  Bridge 
and  Montreal. 

If  the  stockholders  should  vote  to  lease  the  road 
it  would  have  efiect  to  release  the  capital  of  Port- 
laud,  &c.,  which  they  have  so  generously  put  into 
it — six  per  cent  being  secured  on  it,  they  may  re- 
alize when  they  please  on  their  stock — and  thus 
can  again  use  all  the  means  which  are  to  be  de- 
manded for  the  improvements  which  will  be  re- 
quired by  the  immense  strides  she  will  make  in 
growth. 

At  the  conclusion  of  Mr.  Gait's  remarks,  the  fol- 
lowing complimentary  resolutions  were  unani- 
mously passed  : 

Resolved,  That  in  carrying  forward  the  great 
work  of  an  international  line  of  railway  from  Ihe 


real,  and  its  further  extension  under  one  manage 
ment  to  the  extreme  limit  of  Canada  at  Lake  Hu 
ron  ;  the  stockholders  of  the  American  portion  of 
the  lino  have,  from  the  earliest  inception  of  the 
undertaking—during  all  the  successive  sta^s  of 
its  progress,  and  more  especially  in  that  most  crit- 
ical period  of  its  history,  when  the  line  wasplaced 
under  contract  in  1849,  and  in  the  recent  negotia- 
tions by  which  its  entire  capital  has  been  advan- 
ced to  a  permanent  six  per  cent  pajingstock,  have 
regarded  with  unqualified  admiration  the  efforts  of 
Alkxander  T.  Galt,  Esq.,  toward  carrying  out 
this  work — under  whose  guidance,  and  thro'  whose 
instrumentality  chiedy  it  ha^  been  accomplished, 
— and  Ihat  tho  best  tliaoks  of  the  stockholders 
are  hereby  tendered  to  him  therefor,  and  that  the 
Directors  be  authorized  and  instructed  to  present 
to  Mr.  Gait  such  a  testiraonis)  as  m?y  be  deemed 
suitable,  to  mark  our  sense  of  his  efforts  and  abili- 
ty in  this  behalf 

The  stockholders  also  confirmed  the  contract  in- 
tered  into  in  March  last,  by  which  a  bonus  of  $10,- 
000  per  j'ear,  for  a  period  often  years,  was  agreed 
to  be  given  to  Robert  McKean,  on  consid- 
eration of  their  running  their  line  of  steamers 
to  Portland,  durine  the  winter  months. 

The  above  is  the  closing  act  of  one  of  the  most 
successful  attempts  in  railroad  construction,  ever 
achieved  in  this  country.  Nearly  eight  years  since 
the  city  of  Portland,  containing  a  population  of 
not  over  17,000  souls,  undertook, — in  obedience 
to  the  prevailing  idea  of  the  time,  that  the  degree 
of  the  comraerci.ll  progress  of  our  eastern_  cities, 
depended  upon  the  intimacy  of  their  relations  with 
the  fertile  regions  of  the  west, — the  construction, 
single-handed,  of  a  railroad  to  the  boundary  line 
of  Canada,  a  distance  of  150  miles,  and  costing 
over  $6,000,000,  expecting  to  meet  at  that  point 
its  Canadian  complement,  commenced  at  about 
the  same  time.  To  construct  the  road,  it  became 
necessary  for  the  city  to  lend  its  credit  to  the 
work,  to  the  extent  of  $2,500,000,  or  more  than 
$100  to  each  individual.  For  a  long  time  the 
scheme  was  considered  as  in  the  highest  degree 
visionary,  and  its  accomplishment  impossible.  But 
by  dint  of  patient  industry  and  perseverance,  the 
Portland  jKiople  pushed  the  work  slowly  and 
steadily  forward,  in  the  face  of  great  physical  and 
financial  diflBculties,  and  they  now  find  themselves 
rewarded,  not  only  in  having  accomplished  their 
original  project,  the  whole  cost  of  which  is  a  pay- 
ing stock,  but  is  making  their  city  the  ultimate 
terminus  of  a  magnificent  system  of  railroads  which 
is  to  cost  some  $60,000,000 !  Never  in  the  histo- 
ry of  railways  in  this  country,  have  similar  efforts 
been  crowned  with  such  wonderful  success. 

The  entire  line,  from  Montreal  to  Portland  will 
be  opened  for  business  about  the  middle  of  July. 
In  grades,  allignment  and  distance,  it  is  by  far  the 
best  avenue  between  the  St.  Lawrence  and  the 
Atlantic.  We  believe  it  must  at  once  enter  upon 
a  good  business.  We  see  no  reason  why  the  state 
of  Maine,  and  to  a  very  considerable  extent,  the 
British  lower  provinces,  will  not  receive  the  sup- 
plies of  western  produce  over  this  road.  Should 
such  be  the  fact,  a  new  business  will  at  once  be 
developed,  equal  to  the  full  capacity  of  the  road. 
Independent  of  the  through,  traffic,  the  route  tra- 
versed is  already  supplying  a  very  large  local  bu- 
siness, which  is  rapidly  increasing.  On  the  whole 
we  believe  the  Grand  Trunk  has  not  made  a  bad 
bargain  in  assuming  the  Portland  and  Montreal 
road,  and  it  is  certain  that  the  city  of  Portland  has 


tic  terminus  of  the  Canadian  system  of  improve- 
ments. 


^arbor  of  Portland  to  the  St.  Lawrence  at  Mont-|i)eeD  remarkably  fortunate  in  becoming;  theAtlaa- 
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Railw^ajr  Accldeata— tbeir  Caiucs  and  me»na 
ofJE^rcTculion. 

f  (ContiHuea  from  P«ge  277.)  ;,f  ' 

It  18  to  be  observed  that  an  improper  use  of  th« 
discretion  aJlowed  to  the  driver  not  only  endan- 
gers the  safety  of  the  train  which  he  himself  is 
conducting,  but  in  a  greater  that  of  the  trains  in 
front  and  rear  of  hia  own  tnun.  It  might  be  im- 
possible to  provide  a  time  table  for  these  trains  for 
any  length  of  time  before  the  trains  are  run,  but 
it  is  worthy  of  consideration  whether  the  respon- 
sibility as  to  the  hours  at  which  trains  are  to  pass 
along  each  railway  or  part  of  a  railway  in  either 
direction,  should  not  be  placed  upon  one  person, 
who  should  be  a  responsible  officer  of  the  Compa- 
ny, without  whose  permission  no  engine  or  train 
should  be  allowed  to  pass  along  the  railway. 

The  attention  of  the  late  Board  of  Commission- 
ers of  railways,  and  of  your  lordships,  has  been 
particularly  directed  to  this  subject,  by  accidents 
that  occurred  during  the  year  1861. 

Upon  the  occurrence  of  an  accident  of  a  very  se- 
rious nature  upon  the  Great  Western  railway, 
where  it  appeared  that  an  excursion  train  had 
been  along  the  line  of  railway,  unprovided  with  a 
time  table,  the  Commissioners  pointed  out  to  the 
company  how  desirable  it  is,  not  only  ou  account 
of  the  comfort  and  convenience  of  the  passengers, 
but  also  with  a  view  to  their  safety,  that  these 
excursion  trains,  in  which  numbers  carried  are  so 
very  great,  should  be  conducted  with  the  utmost 
regularity ;  and  that  arrangements  should  be  made 
for  them  along  the  lines  on  which  they  travel,  so 
that  their  hour  of  arrival  and  departure  at  all  sta- 
tions should  be  fixed  and  known  beforehand, 

In  like  manner,  in  communicating  to  the  Lon- 
don and  North  Western  railroad  company,  the  re- 
sult of  the  investigation  into  a  serious  accident 
that  occurred  at  Bicester,  the  Commissioners  urg- 
ed upon  the  Directors  the  great  necessity  of  work- 
ing their  excursion  traffic  with  the  utmost  regu- 
larity. They  observed  that  these  excursion  trains 
are  generally  advertised  some  days  before  the 
public  are  conveyed  by  them,  and  they  suggested 
that  there  could,  consequently,  be  no  difficulty  in 
arranging  so  that  they  might  be  worked  through- 
out their  journey  to  time  tables,  in  the  same  man- 
ner as  the  ordinary  trains,  and  supplied  in  every 
respect  with  all  requisites  to  secure  them  as  safe 
and  regular  a  journey  as  those  trains.  In  refer- 
ence to  this  subject,  it  is  right  to  observe,  that  the 
manager  of  tho  London  and  North  Western  rail- 
way, whose  experience  in  these  matters  must  give 
great  weight  to  his  opinion,  considered  that  the 
nature  of  the  traffic  during  the  extraordinary  8e^^■ 
son  of  1861  rendered  it  impossible  to  fix  any  spe- 
cified time  for  the  transit  of  these  trains.  The 
question  is  one,  however,  which  requires  constant 
and  careful  consideration,  as  it  cannot  be  doubted 
that  the  taste  for  this  description  of  amusement 
having  been  once  acquired  in  the  country,  it  will 
continue  to  a  very  great  extent. 

The  preceding  observations,  which  are  equally 
applicable  to  several  other  cases  in  which  accidents 
have  occurred,  have  reference  particularly  to  those 
accidents  in  which  one  of  the  elements  concurring 
to  produce  them  has  been  the  absence  of  time  ta- 
bles ;  this  is  especially  to  be  observed  on  some 
railways  with  reference  to  goods  and  mineral 
trains;  but  another  circimistance  which  tends 
alike  to  produce  danger  is,  that  when  time  tables 
are  provided,  the  trains  are  not  worked  with  punc- 
tuality to  the  times  denoted  in  them.  This  want 
of  punctuality  may  arise  from  several  causes  : 

1.  From  an  improper  arrangement  of  the  times 
in  the  tables,  either  from  not  taking  sufficiently 
into  account  the  character  of  the  line  itself,  or  the 
detentions  to  which  particular  trains  are  subject 
at  particular  stations.  The  remedy  in  this  case 
can  always  be  applied  by  re-adjusting  the  time 
tables  experimentally,  until  they  suit  the  condi- 
tion of  the  line  and  the  requirements  of  the  traf- 
fic. 

2.  From  the  motire  power  not  being  sufficient 
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to  allow  of  the  iippoiuted  times  being  kept.  The 
deficiency  may  arise  either  from  the  excessive 
weight  of  traius  or  from  atmospheric  causes,  such 
as  damp  or  frost,  by  which  a  bad  state  of  rails  is 
induced,  and  the  adhesive  power  of  the  engines 
dimiuished,  or  it  may  arise  from  very  boisterous 
weather.  The  remedy  in  this  case  is  equally  evi- 
dent ;  no  engine  should  be  tasked  to  do  more  than 
it  has  adequate  power  to  do  with  certainty  at  all 
times,  and  in  ail  ordinary  conditions  of  weather. — 
It  being  impossible  in  a  long  journey  to  calculate 
upon  the  changes  and  vicissitudes  to  which  a  train 
may  be  subject  from  the  weather,  it  would  appear 
but  right  that  the  maximum  of  load  to  be  drawn 
by  any  given  engine  should  never  exceed  the  max- 
imum of  power  to  be  depended  upon  under  all 
conditions  not  of  an  extraordinary  character.  On 
this  point,  it  seems  hardly  necessary  to  observe 
that  the  locomotive  engine  is  a  machine  which  will 
permit  of  very  great  accuracy  in  the  performance 
of  its  work,  and  will,  if  not  unfairly  tasked,  work 
with  as  much  certainty  as  a  well  regulated  time 
piece. 

The  simple  method  for  reducing  such  rule  to 
practice  is,  that  companies  should  ascertain,  either 
experimentally  or  otherwise,  this  precise  load, 
with  reference  to  the  conditions  of  the  particular 
railway,  and  the  nature  and  speed  of  the  traffic 
each  engine  is  intended  to  convey,  which  might,  be 
registered  and  known  by  the  driver  of  the  engine, 
and  should,  on  no  account,  be  exceeded  Such  a 
provision  corresponds  with  that  usually  inserted  in 
the  by-laws  of  railway  companies,  by  which  they 
book  passengers  at  road  side  stations,  or  stations 
intermediate  between  the  terminal  stations,  condi- 
tionally upon  there  being  sufficient  room  for  them 
in  the  trains. 

3.  Want  of  punctuality  may  arise  from  purely 
accidental  failures  of  machinery,  such  as  the  frac- 
ture of  some  part  of  the  engine.  These  causes  of 
delay  appear  to  be  comparatively  of  very  rare  oc- 
currence. 

It  only  remains  to  advert  to  the  cases  in  which 
inattention  to  regulations  or  carelessness  of  the 
servants  of  the  company  are  involved.  It  would 
appear  that  in  23  out  of  41  cases,  into  the  circum- 
stances attending  which  investigations  were  made, 
considerations  of  this  natm'e  were  involved. 

These  may  be  divided  into  two  distinct  denom- 
inations : — 

1st.  Occasional.  Those  caused  by  inexperience 
or  carelessness  of  individuals. 

2d.  Habitual.  Those  caused  by  general  inatten- 
tion to  regulations  on  the  part  of  the  servants  of 
tiie  company,  exhibiting,  as  a  natural  consequence 
a  laxity  of  disniphue  throughout  the  whole  man- 
agement of  the  railway. 

On  this  subject,  as  to  which  il  is  very  difficult 
to  give  any  accurate  statement,  and  to  separate 
the  two  classes,  it  appears  that  there  is  much 
ground  for  apprehension  that  on  some  railways 
the  disregard  of  regulations  is  habitual,  and  the 
general  discipline  lax,  from  the  fact  that  breaches 
of  the  regulations  issued  by  the  directors  of  rail- 
way companies  for  the  guidance  of  theu'  servants 
are  of  very  frequent  occurrence  under  the  immedi- 
ate supervision  of  the  superior  officers  of  the  rail- 
ways, and  in  which  many  of  them  participate,  or 
of  which  at  any  rate,  they  are  cognizant.  This 
may  be  induced  by  the  regulations  themselves  not 
being  very  explicit,  as  appeara  to  have  been  the 
case  in  some  of  these  accidents,  as,  for  instance, 
the  collision  that  occurred  on  the  Eastern  Coun- 
ties railway  at  Ponders  End,  on  the  8th  of  Jaima- 
ry,  1861 ;  or  by  defective  supervision  and  inspec- 
tion on  the  part  of  the  railway  companies  over 
their  servants,  such  as  would  appear  to  have  been 
the  case  upon  the  Midland  railway,  as  shown  by 
the  accidents,  the  reports  and  correspondence  re- 
lative to  which  are  to  be  found  in  appendices  48 
and  53. 

Discipline  upon  railways  is  of  the  greatest  im- 
portance both  to  the  public  and  to  the  companies, 
who  are  subject  by  the  occurrence  of  serious  ac- 
cidents, to  great  losses,  and  to  the  payment  of 
compensation  to  injured  persons  ;  but  nothwitJi 
standing  the  direct  interest  which  the  companica 


tlius  have  in  luainUiiniiig  discipline,  and  rtiforcing 
the  regulations  which  they  themselves  have  con- 
sidered necessary  for  the  SJife  conduct  of  traffic 
upon  their  lines,  it  has  boen  the  duly  both  of  the 
Commissioners  of  railways  and  of  the  Lords  of  this 
committee,  to  juiimadvert  in  some  ca-ses  in  very 
pointed  terras  upon  the  neglect  of  these  regula- 
tions. 

It  is  a  subject  to  which  it  is  desirable  that  the 
attention  of  railway  companies  should  be  especial- 
ly called,  both  as  atfecting  the  safety  of  lIj*.* 
pubUc,  and  the  profits  of  tlieir  undertakings,  as 
the  only  security  the  public  can  have  in  thjs  res- 
pect is  in  the  companies  themselves,  who  alone 
have  the  power,  by  the  adoption  of  carefully  con- 
sidered regulatio!i8  and  caix-ful  suiHjrvision  to  en- 
force an  efficient  state  of  discipline. 

It  apiKiars  advisable,  in  considering  this  (lues- 
tion  that  some  few  observations  .should  be  made 
upon  a  proposition  wliich  is  considoied  by  many 
as  holding  out  a  prospect  of  obtaining  a  greater 
degree  of  safety  upon  railways,  yiz:  to  prescribe 
an  interval  of  time  to  be  observe|d  upon  all  rail- 
ways between  succeeding  trains,  and  which  sliould 
at  all  times  be  strictly  enforced. 

This  proposition,  as  has  been  stated  above  has 
been  adopted  on  some  railways,  but  for  the  rea- 
sons there  given,  does  not  appear  alone  to  aflord 
a  sufficient  security  for  the  safe  working  of  a  rail- 
way. There  are  other  reasons  why  any  rule  as  to 
this  interval  could  not  be  generally  apjdied.  The 
object  to  be  gained  in  hxing  an  interval  of  tune 
between  traius  following  each  other  o.i  lue  same 
line  of  rails  is,  that  upon  an  accident  occurring  I'V 
which  the  .stoppage  of  a  train  is  occasioned,  and 
the  line  of  railway  obstructed  there  shall  b^;  .^uld- 
cient  time  to  admit  of  a  signal  ItLisig  sent  out  to 
protect  tiie  rear  of  the  train  that  is  siopjied.  This 
time  must  depend  on  the  nature  of  the  signal,  in 
fine  weather  a  light  or  a  dag  is  enii>ioyed,  accord- 
ing as  to  tlic  necessity  for  its  use  may  ariso,  by 
night  or  by  day,  wliich  may  be  seen  for  a  consid- 
erable distance,  provided  the  view  be  unobstrucL- 
ed  either  by  curves  or  objects  in  the  vicinity  ol 
the  railway.  In  foggy  or  thick  weather  a  detona- 
ting signal  is  attached  to  the  rail,  which  upon  be- 
ing exploded  by  the  passage  of  an  engine,  gives  a 
loud  report,  and  thus  communicates  the  required 
signal  to  the  driver. 

This  latter  signal  requires  that  the  man,  whose 
duty  it  is  to  fix  it  should  actually  have  arrived  at 
the  place  where  the  signal  first  becomes  available 
and  is  therefore  the  most  unfavorable  condition 
under  which  signals  could  be  applied. 

Upon  the  people  in  cliarge  of  a  train  receiving 
a  signal  to  stop,  it  is  their  duty  to  apply  the  means 
provided  upon  the  train  for  arresting  its  progress 
with  the  greatest  alacrity.  The  distance  to  be  tra^ 
versed  by  the  train  before  it  will  come  to  rest  will 
depend,  first  upon  the  alacrity  with  which  the 
means  are  apphed,  and  secondly,  upon  the  extent 
of  these  means  as  comjiared  witli  the  weight  and 
speed  of  the  train,  taking  also  into  consideration 
the  inclinations  and  curves  upon  the  line  and  the 
condition  of  the  weather. 

The  distance,  therefore,  from  any  obstacle  at 
which  a  signal  must  be  given  in  order  lo  secure 
the  safety  of  the  traffic,  requires  to  be  ascertained 
with  reference  to  each  railway,  and  the  weight  of 
engines  and  trains  in  general  use  upoji  it,  the 
speeds  at  which  they  travel,  and  the  means  for 
arresting  their  progress  provided  upon  each  train. 

The  interval  between  succeeding  trains  should 
be  made  up,  therefore, 

1st.  Of  the  time  consumed  in  stopping  the  first 
train. 

2nd.  Of  the  time  consumed  by  the  guard  or 
man  who  is  responsible  for  applying  the  signals  in 
going  out  to  the  required  distance  w  ith  those  sig- 
nals. This  time,  in  a  case  fn  which  considerations 
of  public  safet}'  are  involved,  should  be  determined 
under  the  most  unfavorable  conditions  in  which 
the  signals  can  require  to  be  applied,  such  as  a 
dense  fog. 

A  liberal  margin,  should,  however,  be  allowed 
in  each  consideration,  in  the  interval  so  calculated, 
which  wlU  seldom  be  kbs  tbau  ten  miuuMs,  and 


maybe  more.  Upm  railways  whe^  the  means 
provided  for  arrestii  ig  the  progress  of  a  train  are 
very  powerful,  it  mi  jht  be  reduced,     j 

Few  companies  ;  dopt  a  less  internal  thiin  ten 
minutes ;  all,  howe\  er,  liave  rules  by^  which  it  is 
iroiwrative  upon  tL  eir  servants  to  exhibit  at  all 
signal  stations,  the  'Danger"  or  "Stem"  signal  for 
a  certain  interval  after  the  passing  otj every  train, 
so  as  to  prevent  at  (  ach  of  these  points,  which  av- 
erage a  distance  of  not  more  than  tli^e  miles  a- 
part  on  all  the  railways  in  thiskiugdoii,  a  diminu- 
tion in  the  interval  considered  neces«ary  by  the 
managers  of  the  railways  to  be  mafutained  be- 
tween the  trains. 

In  any  regulatiotii  of  this  nature,  »k  in  all  olli 
efs  that  may  be  adopted,  safety  woukl still  de|K-Dd 
upon  the  vigilance  i>f  the  servants  of  the  compan- 
ies, and  the  efficiency  of  the  machineiy. 

From  these  cons  derations  it  appears  manifest, 
that  to  i)rescribe  a  jcrtain  fixed  interval  of  time, 
applicable  alike  to  ill  trains,  taking  the  responsi- 
bility out  of  the  hai  ids  of  the  companies,  would  l)e 
improper,  as  each  line  with  it-s  gradients  and 
curves,  and  the  tra  in  arrangements  ii  force  upon 
it,  would  require  se  parate  cousidcraoion.  To  en- 
force upon  all  comi  anies  an  unifoim  K^gulation  in 
this  respect,  would  moreover,  be  unjust:  for  upon 
a  line  of  light  traffi :,  where  trains  dq  not  succeed 
each  other  with  gnat  rapi<lity,fewerterA-antsmay 
be  employed  upon  the  trains,  and  4-'wer  brakes 
used  for  stopping  he  trains,  a  longej-  interval  of 
time  being  adopted,  whereas,  upon  a  |ine  of  heavy 
traffic  railway  com]  lanies  occasionjUlj  may  find  it 
in  their  interest  occasionally  to  staticnmen  within 
signalling  distance  ilong  the  line  of  riilway,  in  or- 
djer  to  save  the  sar  le  time  consumed  by  a  guard 
running  out  with  a  id  placing  his  sigi  al  when  bis 
train  shall,  from  any  cause,  1  have  be  -n  obliged  to 
Stop. 

The  ijrescrii)tion  of  a  minimum  int;rval,  as  de- 
duced from  a  line  af  great  traffic,  v  ould  tend  to 
diminish  rather  th.m  increase  safety  n  tnoelling, 
aw  it  might  lead  those  companies  whi  ch  do  not  use 
the  i)recautions  em  ployed  upon  thelline  of  great 
traffic  to  adopt  the  minimum  interval  without  ex- 
amination of  the  d  ita  and  details  ufon  which  it 
was  founded,  and  so  relieve  them  i  i  a  great  de 
gree  of  that  respor  sibihty  which  sho  iild  attach  to 
them. 

Probably  one  of  Ithe  best  means  thkt  can  be  re 
commended  for  pr<  moting  the  safet;  of  the  pub 
lie  upon  railways  is  an  extended  usisofthe  elec 
tlic  teloirraph,  by  ueans  of  which  tbi;  traffic  upon 
a  railway  may  l>e  ^o  worki*d  that  no  two  trains 
shall  be  upon  the  same  part  of  the   ine  between 
neighboring  U'legi  fiph  stations  at  ihi    same  time 
All  lines  do  not  possess, this  adjunct  to  their  es- 


tablishment, whicl 
of  capital,   and  a 


Upon  some  lines  t  lie   telegraph   sta 


sufficiently  near  tc 
iug  used  for  this 
use  of  the  telegrap 


requires  a  consjdj^'rablc  outlay^ 
arge  establishme  it   of  clerks. 


jons  are  not 
one  another  to  a|l*'^'  of  'ts  bo- 
lurpose,  so  that,  dthough  the 
1  may,  no  doubt  le  very  much 
extended,  its  adodtiou  upon  all  lin« ,  and  its  em- 
ployment in  the  m  inner  here  descril  ad,  cannot  be 
enforced. 


JeflerionTllle  Raiiroal. 

The  new  Board  )f  directors  of  thislroad  mot  yes- 
terday, and  organi  jed  by  the  re-elecjtion  of  W.  Q. 
Armstrong.  Esq.,  as  president.  Muc^  business  was 
transacted,  and  amongst  it  the  board  resolvetl  up- 
on the  immediatA3  lonstruction  oftht  extt-nsion  of 
the  road  from  Ed  nburg  to  Indianapolis,  and  the 
president  was  ordfcred  to  advertise  |for  proposals 
for  construction ;  ihe  lettings  to  bejmade  on  the 
first  Monday  in  Jwy,  and  to  contrac^  for  iron  suf- 
ficient for  the  tratlk,  to  be  deliveredjimniediatt.lj-. 


A  resolution  was 
manifest  should  b ; 
agency  immediate 
train,  and  that  all 


also   ado|)ted,  directing  that  a 

transmitted  to  tiic   Louisville 

y  upon  the  arrival  of  each  fre't 

I'lvight  billti  shoulil  be  collected 


by  the  Louisvile  a;  :ent,  and  liial  ho  aiould  l>e  kept 


regularly  supplied 

sale  of  all  tickets  ^i  Louisville 

The  prosfH-'cts 
shown  to  be  in  a 
daily  increasing.- 
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AN  IMPEACHMENT  OP  DIRECTORS. 

On  the  9th  of  May  an  inquisition  was  commenc- 
ed by  the  Coroner,  at  Hambleton,  England,  con- 
cerning the  death  of  the  engineer  and  fireman  of 
the  York  and  North  Midland  railway  company, 
who  had  recently  been  killed,  in  consequence  of 
the  engine  having  run  off  the  line.  The  Board  of 
Trade  directed  their  Inspector,  Captain  0alton, 
civil  engineer,  to  take  part  in  the  proceedings  on 
this  occasion,  and  accordingly  the  Coroner  availed 
himself  of  the  evidence  and  opinions  of  the  former, 
in  investigating  the  facts  of  the  case  proper,  for 
the  consideration  of  the  jury. 

It  seems  that  the  speed  of  the  engine  at  the 
time  of  the  accident  was  50  miles  an  hour.  Capt. 
QaltOD  did  not  consider  it  safe  to  travel  the  road 
in  question — which  he  had  well  examined  and 
found  defective, — with  a  heavy  engine  at  a  'liigh 
speed. 

The  Coroner  submitted  the  following  questions 
to  the  Jury.  "  Was  the  speed  too  high  V  "Was 
there  any  defect  in  the  engine  or  in  the  road  V  If 
either  of  these  questions  are  affirmatively  answer- 
ed, who  is  to  be  blamed  1  After  an  absence  of  20 
minutes,  the  jury  brought  in  a  verdict  of  Man- 
slaughter against  the  directors. 

Two  of  the  jurors  dissented, — but  twelve  of  them 
the  required  legal  number,  united  in  the  verdict 
above  stated. 

THE  LIABILITY  OF    PRINCIPAL.S  TO    AGENTS. 

The  Court  of  Appeals  of  this  state  has  affirmed 
the  judgment  of  the  Supreme  court ,  in  the  case 
of  Keegan,  vs.  the  Western  railroad  Co. 

This  action  was  brought  to  obtain  a  judgment 
for  injuries  sustained  by  the  plaintiff  from  the  ex- 
plosion of  the  boiler  of  a  locomotive  engine,  on 
which  he  was  fireman.  The  engine  was  knmon  to 
the  company  to  be  defective  before  the  explosion. 
A  verdict  for  damages  was  returned. 

This  case  illustrates  the  true  nature  and  scope 
of  the  rule  in  respect  to  claims  for  damages  as  be- 
tween principals  aud  agents. 

It  is  true  that  a  principal  is  not  liable  to  one  a- 
gent  or  servant,  for  an  injury  sustained  by  him  in 
consequence  of  the  negligence  of  another  agent  or 
servant  employed  in  the  same  general  business ; — 
and  a  principal  would  not,  necessarily,  be  liable  to 
an  agent  for  damages  occasioned  by  a  defective 
engine.  But  principaJs  are  exonerated  from  lia- 
bility under  those  circumstances  only  where  the 
injury  happened  icithout  any  actual  fault  or  negli- 
gence of  theirs. 

If  an  agent  is  injured  by  the  misconduct  of  the 
principal,  the  former  can  recover  damages,  as  in 
the  case  of  any  other  wrong  doers.  The  law  re- 
quires that  both  the  principal  and  the  agent  should 
faithfully  discharge  the  respective  duties  belong- 
ing to  their  positions,  or  suffer  a  just  penalty  for 
neglect, — but  beyond  this,  the  liability  of  neither 
party  is  extended.  1 

HOW  LONG  DOES  THE  LIABILITY  OP  A  COMMON  CARRI- 
ER OP  GOODS  CONTINUE  1 

Generally,  this  liability  continues  until  the  goods 
earned  are  duly  delivered  or  restored.  But  to 
ascertain  the  precise  time,  when  they  are  restored 
or  delivered,  is  not  always  easy. 

This  point  was  examined  by  our  Court  of  Ap- 
peals last  April,  in  the  case  of  Milkr  against  the 
Steam  Navigation  Co. 

Ihe  defendaato  were  common  carriers,  between 


New  York  and  Albany,  and  received  goods  durect- 
ed  to  plaintiff  at  Albany,  "care  of  F.  M.  Adams, 
Albany,"  agent  of  a  line  of  canal  boats,  to  whom 
the  goods  should  have  been  delivered  to  be  for- 
warded. The  goods  arrived  at  Albany  in  the  barge 
on  the  morning  of  the  17th  of  August,  1848,  and 
were  chiefly  discharged  from  the  barge  to  a  float- 
ing vessel  or  warehouse  kept  by  defendants  in  the 
Albany  Basin,  to  receive  goods,  preparatory  to 
their  delivery  to  canal  lines.  But  on  the  ensuing 
evening  occurred  the  disastrous  fire,  by  which 
Albany  suffered  for  a  time  so  severely,— and 
the  float,  barge  and  goods  were  consumed. 

The  Supreme  Court  rendered  judgment  for  the 
plaintiff,  and  this  was  affirmed  by  the  Court  of  Ap- 
peals. 

It  was  held  that  there  was  no  evidence  to  be 
drawn  from  the  foregoing  facts  that  the  defendants 
intended  to  store  the  goods,  but  that  on  the  con- 
trary, they  were  placing  them  in  a  proper  condi- 
tion for  delivery,  and  that  they  continued  to  be 
liable  as  common  carriers  for  their  safety. 


Equation  of  Distance  upon  Grades. 

The  comparison  of  any  ascending  grade  to  its 
equivalent  length  of  level,  is  made  by  engineers  to 
show  the  extent  of  its  relative  mechanical  and  fi- 
nancial disadvantage.  Its  mechanical  disadvantage 
involves  know  physical  elements,  and  can  be  as- 
certained ;  but  the  financial  disadvantage  of  an  in- 
cline is  measurable  only  by  the  increased  outlay 
for  operating  and  maintaining  it,  for  any  assumed 
service.  It  is  in  this  respect  that  many  "equations 
of  distances,"  which  are  estimated  with  reference 
to  the  prospects  of  any  particular  line,  are  of  no 
accurate  and  reliable  or  practical  character ;  for 
in  practice  the  expense  of  working  some  of  the  in- 
clines estimated,  may  amount  to  ten  times  what 
would  be  inferred  from  their  ascertained  mechan- 
ical disadvantage.  To  suppose  an  extreme  case  : 
let  a  vertical  rise  of  36  feet  occur  at  any  point  in 
the  line  of,a  road, — its  ascertained  mechanical  dis- 
advantage would  be  equivalent  to  an  excess  of 
from  one  to  two  miles  of  level  line,  while  every 
one  knows  that  to  work  such  an  ascent,  that  is  to 
lift  the  traffic  to  that  height,  would  cost  more  than 
the  operation  of  ten  miles  of  level  road — while  the 
advance  of  the  train  during  the  ascent,  would  be 
nothing. 

The  assumption  of  the  mechanical  resistance,  as 
the  measure  of  the  disadvantage,  is  partial,  not 
Jinal.  The  expense  for  operating  any  incline  for 
the  through  traffic  of  a  line  must  tell  the  whole 
story,  as  the  expenses  cover  the  entire  means  em 
ployed  to  encounter  this  mechanical  disadvan 
tage. 

The  mechanical  estimation  of  ascending  grades 
is  based  upon  the  opposing  element  of  gravity  de- 
veloped in  their  encounter  This  is  a  fixed  and  as- 
certained sum  for  each  and  every  inclination.  The 
other  resistances  of  friction,  etc.,  are  generally  as 
sumed  as  constant  at  the  working  velocities.  By 
having  the  constant  resistance  per  ton,  the  resist- 
ance of  gravity,  on  any  grade,  may  be  added  to  it, 
and  the  whole  tractive  or  adhesive  power  of  the 
engine  be  divided  by  their  sum,  for  the  whole  tons 
power  of  the  locomotive  on  that  grade. 

The  mechanical  disadvantage  ofanincline  is  not 
the  same  in  two  cases,  in  one  of  which  an  engine  is 
worked  up  to  its  full  force,  and  where  in  the  oth 
er,  it  is  not  so  worked.    The  estimate  made  in  the 


equation  of  grades  to  levels  assume  that  the  engine 
is  worked  to  its  full  capacity. 

We  will  give  some  data,  etc.,  which  may  prove 
useful  in  considering  this  question. 

1st.  The  power  of  the  Locomotive.  Is  its  power 
to  be  measured  by  its  adhesion  or  its  traction  1 — 
It  is  usual  to  estimate  the  power  of  an  engine  by 
its  weight,  but  its  weight  is  only  a  medium  for  the 
application  of  its  tractive  power,  and  the  medium 
may  be  in  excess  of  the  power  exerted.  The  pow- 
er of  an  engine  is  the  effect  of  the  steam  tramsmit- 
ted  to  the  circumference  of  the  drivers.  If  the 
weight  is  in  such  equilibrium,  or  excess,  as  to  in- 
sure a  progress,  without  slip,  to  the  drivers,  under 
the  maximum  pressure  of  steam,  then  the  tractive 
power  is  the  limit  of  the  power  of  the  engine ;  if 
otherwise,  the  adhesive  tenaoity  is  the  measure  of 
the  power.  Most  engines  have  a  large  surplus  of 
adhesion,  and  the  correct  measure  of  the  power 
of  the  engine  is,  therefore,  that  given  by  traction. 
The  Philadelphia  aud  Reading  Company,  and  the 
Baltimore  and  Ohio  railroad,  have  reduced  the 
weight  on  the  drivers  of  many  of  their  engines  by 
the  substitution  of  trucks  and  leading  wheels,  and 
their  engines  do  as  much  work  as  before.  This 
change  has,  moreover,  been  made  when  the  driv- 
ers were  fitted  with  chilled  tires,  which  have  been 
considered  as  less  efficient,  in  point  of  adhesion, 
than  wrought  iron  tires. 

The  square  of  the  diameter  of  one  cylinder  X 
effective  pressure  per  square  inch  X  length  of 
stroke,  in  inches,  and  the  whole  product  divided 
by  the  diameter  of  the  wheel,  in  inches,  gives  the 
tractive  power  of  any  engine.  As  nearly  all  such 
estimates  of  draught  are  made  with  regard  to 
freight  trains,  it  is  usually  allowed  to  include  only 
the  friction  and  concussion  resistances,  and  the  re- 
sistance of  gravity  on  grades.  The  friction  resist- 
ance is  usually  estimated  at  8)^  lbs.  per  ton  of  2,- 
000  lbs.;  the  concussion  resistance  (increasing  di- 
rectly as  the  velocity)  as  3  lbs.  per  ton,  at  lOmiies 
per  hour ;  while  the  gravity  resistance  is  always 
'3787  of  a  pound  per  ton  of  2000  lbs.,  for  one  foot 
rise  per  mile.  To  these  resistances  must  be  added 
the  friction  of  the  engine  and  tender,  equal  to 
about  6  lbs.  per  square  inch,  on  the  piston  of  the 
engine,  (with  coupled  drivers.)  *        ;     .-, 

Let  us  now  ascertain  the  duty  of  an  engine  of 
19X22  inch  cylinder,  43  inch  drivers  and  steam 
at  80  lbs.  per  inch  on  piston  ;  the  computation  to 
extend  to  the  duty  on  a  level  and  on  a  grade  of 
116  feet  per  mile. 

The  traction  (exclusive  of  the  resistance  of  five 
lb.  per  square  inch  on  piston  for  engine  and  ten- 
der friction,)  is  13862  lbs.—      .  . 

This  will  draw   13852 

=1204,7    tons  of  2000 

8,6-|-3  lbs.  each  on  a  level. 
13862 
=  249,9  tons  of  2000  lbs. 

8,6-f3-K116X'3787)     each,  on  grade  of  116 

feet  per  mile. 

The  resistance  of  the  atmosphere,  15  pounds  pr. 
square  inch,  should  not  be  reckoned,  except  in  es- 
timating the  expansive  power  of  steam ;  the  pres- 
sure taken  from  the  safety  valve  showing  only  the 
excess  of  pressure  above  the  atmosphere. 

The  resistance  from  curves  are  not,  nor  can 
they  be,  satisfactorily  stated.      Centrifugal  force 
is  one  element  of  their  resistance,  but  this  is  part- 
ly or  wholly  neutralized  in  a  long  train  moving  at  • 
A  slow  rate,  ft-om  the  inward  pressure,  or  pressure 


Jtirpi'fy^:'-" 


•f.        -  :> 


AMERICAN    RAILROAD    JOURNAL, 


against  the  inner  rail,  caused  by  the  indirect  ap- 
plication of  the  draught. 

The  following  table  is  calculated  for  an  engine 
of  16X20  inch  cylinders,  54  inch  drivers,  with  a 
pressure  of  steam  above  that  employed  to  over- 
come friction  of  engine  and  tender,  of  75  lbs.  per 
square  inch  on  piston.  This  is  a  case  of  very  gen 
eral  application. 

TRACTION  OF  ENGINE,  7,111   LBS. 

Multiplier 
.      •  for  No.  of 

eugines  to 

do  the 

Resist-  same  work 

Load      ance  from   on  grade 

drawn —  gravity  of     as  one 

Grade — feet  tons  of  2000  lbs  on     engine 

per  mile.  2000  lb.  each  grade,  on  level. 

Level 618        0.  1. 

20  feet  per  mile 373        7.571bs.  1.656 

30        "         "     311       11.36  "  1.987 

40        "        "     267      15.15"  2.314 

60   "    "  233   18.93  "     2.652 

60   "    "  208   22.72  "     2.971 

70   "    "  187   26.51  "     3.304 

80   "    "  170   30.30  "     3.635 

90   "   "  156   34.08  "     3.961 

100    "    "  144   37.87  "     4.291 

110   "    "  134   41.66"     4.612 

116        "        "     128      43.93  "  4.828 

The  results  of  the  above  table  and  of  other  cal- 
culations, based  upon  the  data  from  which  this 
table  is  calculated,  agree  very  nearly  with  the 
practical  results  obtained  in  the  working  of  these 
grades.  The  table  submitted  in  the  report  of  John 
B.  Jervis,  Horatio  Allen,  and  others,  commission- 
ers appointed  by  the  legislature  of  New  York  to 
locate  certain  portions  of  the  New  York  and  Erie 
railroad,  January  14th,  1847,  gives  the  following 
statement. 

The  following  table  shows  the  ratio  of  freight 
carried  by  the  same  engine  on  different  grades  and 
also  the  multiplier  or  number  of  engines  required 
on  different  inclinations  to  carry  the  same  load, 
the  unit  being  a  level : 
Grade  of  road.  Ratio.  Multiplier. 

Level .1.000  1. 

Ascending  20  feet  per  mile 476  2.098 

30        "        "       372  2.689 

"         46        "        "       276  3.630 

60        "         "       262  3.960 

60        "         "       215  4.647 

66        "        "       1997  5.006 

68        "        "       1913  6.227 

The  above  table  is  based  upon  an  estimate  of 
the  constant  resistances  at  less  than  eight  and  a- 
half  pounds  of  2240  pounds,  per  ton,  and 
it  is  from  this  minimum  allowance  that  a  68  feet 
grade  is  shown  to  require  more  than  5  engines  to 
what  would  be  required  on  a  level ;  whereas,  our 
table  taking  the  constant  resistance  at  eleven  and 
one-half  pounds  per  2000  lbs.,  gives  but  3  3-10  en- 
gines as  the  equivalent  for  a  70  feet  grade,  and 
the  latter  result  comes  much  nearer  the  result  re- 
alized in  practice. 

The  mechanical  advantage  of  a  descending  grade 
cannot  be  considered,  in  many  cases,  to  exceed 
that  of  a  level.  It  can  never  amount  to  more  than 
a  reduction  of  one  sixth  of  the  level  distance,  and 
it  may  therefore  be  stated  that  a  grade  of  80  feet 
per  mile  has  by  our  table  an  average  mechanical 
disadvantage  each  way  of 

l-f3-636  -:-^ 

=2-318.— 

:.>:-•' ■•-'^^'  2 

/("An  opinion  prevailed  to  some  extent,  during  the 
recent  discussion  of  the  Tunnel  Question,  in  Mass 


that  a  grade  of  80  feet  per  mile,  was  compared 
with  a  grade  of  forty  feet  permile,as  three  to  one. 
The  reasoning  was,  that  as  every  20  feet  rise  was 
equal  to  an  excess  of  one  mile  horizontal,  so  two 
rises  must  give  an  excess  of  two  miles  above  a  40 
feet  grade :  but  the  simple  point,  hid  in  spite  of  its 
plainness,  was  that  a  40  feet  grade  was  already 
equal  to  three  miles  horizontal  (by  the  common 
rule),  and  that  a  grade  of  80  feet,  being  equal  to 
two  miles  more,  made  the  two  grades  to  each  oth- 
er as  5  to  3 ;  a  proportion  much  nearer  the  actual 
results. 

The  following  is  the  general  rule  adopted  from 
the  data  given  by  Pambour. 


DATA. 

1.  Friction  of  engine  gear  alone,  without  load,  6 
lbs  per  ton,  weight  of  engine.  j 

2.  Friction  of  wheels,  axles,  etc.,  of  engine  and 
tender,  9  lb.,  per  ton. 

3.  Friction  of  train  by  itself,  8  lbs.,  per  ton. 

4.  Friction  of  engine  gear,  is  1  lb.,  additional 
per  ton,  for  every  additional  ton  of  train. 

6.  Atmosperic  pressure  on  pistons,  14.7  lbs.  per 
square  inch. 

6.  Equal  quantities  of  steam  are  producible  in 
equal  times,  the  pres.sure  of  st<'aTn  being  inversely 
as  the  velocity. 
Let  W  —  tons  weight  of  engine. 

"    /r  ^    "         "         "  tender. 

"   L   =    "        "        ■'  wagons  and  load. 

■'  L'  —    "         "         "  engine,  tender  and  load. 

The  force  necessary  to  balance  the  resistances 
alone  being  6W+9(W-f-ic)-f  9L=6W-f-9L'. 

The  atmospheric  reisistancc  being  represented 
at  the  circumference  of  the  wheel  by  A,  then  the 
whole  resistance  on  a  horizontal  plane  will  l>c 
A+6W+9L". 

The  sum  of  the  first  two  terms  being  constant, 
call  A-f  6W=.C 

Then  the  whole  resistance  =;  C-f-9L' 

Let  now, 

C-fOL'     1 


2240  L'    / 
The  slope  of  the  grade,  as  1 


66,     s 

Then  the  increased  force  of  traction   on  grades 
will  be  2240  L'  .  ii 


8       and  this  brings  an  increased  strain 
on  the  engine  gear  of  2240  L' 


8  s     the   additional  fric- 
tion of  engine  gear  being  i^  that  of  train. 

With  the  above  details  the  following  rules  are 
given  for  the  equation  of  grades  to  level  distance : 
Descending    planes  more   than  8 

will  have  their  own  length  for  that  of  equivalent 
horizontal  plane. 
Descending  planes  baring  slopes  between 

8       4     .,:..;:•    ..•;•.         .    -  •  -  -         jj 
— and  — 
9/       27/  will  have  their  own  length  6 


6    of    that 


of  equivalent  horizontal  plane. 
Descending  planes  less  than  4 


I      -  .'  27/"         ■   _' 

will  have  their  equivalent  horizontal  planes 


"M  - ::-••. 1 


389 


8  s— 9/ 

8s      times  their  own  length. 
Ascending  planes,  will    have  their  equiTaJent 
levels  8s-(-9/"    . 


Then- 


C-(-9L, 


2000L' 
1         1 


plane. 

528+1872 


86       tinies     their     own 
length. 

We  will  applj  these  rules  to  a  ^rade  of  80  feet 
per  mile,  and  t(  40  feet,  respectively : 
Weight  of  engine  24  tons,  of  2000ilbs. 

enginje  and  tender  40  tcjns,  of  2000  lbs. 
jE.  and  T.  240  tonf,  do. 
The  rcsistan<e,  (leaving  out  A]|  will  be, 
144-1-2160=2304  lbs.:^C-(-9L' 
2304         1 


—  or  =^  — 

f       480,000  208 


5      66  '  ''^ 

Grades  of  80  ^nd  of  40  feet  per 
them,  exceed  8 


mile  will,  each  of 


9A  80  the  mechanicajl  advantages  of 
their  descent  m  ust  be  the   same  jas   upon  a  level 
AscKNDtNG. — 80  Ft.  <JIrade 


Ascending. — 40  Feet  <flRADE. 

1056-f-1872 

^2.77  times  the  lerfgth  of  a  level. 


1056 
The  average 


uicent  and  descen 


would,  therefor;,  be  l-(-4.54 


l-f-2.77 


=1.88  times  a  level  on  40  'eet  grade 


York  and  Erie, 
under  contract, 
great  energy. 


4,54  times  the  len  rth  of  a  level 


2 


80 


of  the  2  grades 


=2.7 1  times  a  level  on 


feet  grade,  and 


Alleghany  Valley    Railroad. 

The  prospect  s  of  this  great  worfk  are  very  bright 
The  whole  line  from  the  city  of 
Pittsburg  to  thi  New  York  state  line,  near  Oieui, 
where  it  will  cc  nnect  by  other  ix^ads  with  the  N. 
and  the  New  Yor^  central  line,  is 
and  the  work  is  being  pressed  witli 

A  lai^  sub^ribed  stock  capilfal  has  been  se- 
cured, amountihg  tp  over i $3,300,000 

The  estimated  tost  of  the  work  iom- 

pleted  and    ;quipped,  is  in  reund 

I ^^000,000 

Leaving  but  fcl, 700,000  hereafter  to  be  supplied 
by  further  subscriptions  to  thestcjck  or  by  an  issue 
of  mortgage  bo  ids.  j 

The  presider  t  of  the  company,  the  Hon.  Wm. 
F.  Johnson,  lat«!  governor  of  the  state  of  Pennsyl- 
vania, an  exceelingly  energetic  aind  eflScient  man, 
is  now  here  oi  the  business  of  the  company. 
Messrs.  Winslo'v,  Lanier  and  Co.,  are  its  financial 
agents,  througl  whom  the  bond$  of  the  city  of 
Pittsburg  and  the  county  of  Alleg:hany,  in  which 
the  city  is  situated,  will  be  disposed  of  These 
bonds  are  now  p  their  hands,  and  will  shortly  be 
offered  to  capilLalists.  They  pr#sent  one  of  the 
strongest  secucities  ever  oflfered.  The  population 
of  the  city  andjcounty  is  nearly  200,000,  and  their 
taxable  propeijty  over  $30,000,000;  while  their 
debt  is  comparitively  small,  and  inost  of  it  repre- 
sented by  railr^iad  stocks,  owned  by  them,  all  of 
which  are  woi  th  par  and  upwards  in  the  mar- 
ket. 
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Mllivankee  ititd  MUsiafiipiii  Railmaclt 

From  a  recent  oxamiiiation  of  tlie  country  thro' 
which  the  Milwaukee  and  Mississippi  railroad  is 
laid  out,  we  are  inclined  to  give  this  latter  road  a 
very  great  importance  and  bearing  in  connection 
with  the  Oakland  and  Ottawa  road.  Besides  be- 
ing connected  by  local  ties  of  the  strongest  char- 
acter, they  have  a  general  similarity  in  several  of 
the  most  important  characters.  For  instance,  both 
form  important  links  mutually  depender.t  on  each 
other  in  the  straightest  line  and  the  shortest  route 
between  New  York  or  Boston  and  the  Great  Paci- 
fic centre  of  commerce  at  San  Francisco;  both  of 
these  roads  open  up  immense  tracts  of  country  for 
settlement  and  improvement,  the  whole  trade  of 
which  their  position  naturally  command.^  as  sure- 
ly as  the  lowest  level  diverts  the  course  of  a  river, 
and  draws  to  its  channel  the  neighboring  stream- 
lets, as  they  seek  the  l(\-ist  unobstructed  way  to 
the  ocean.  Both  of  these  rojuls  also  terminate  at 
their  eastern  extremities  in  the  best  and  rai>st  com- 
modious harbors  for  shipping  and  navigation  on 
the  western  lakes. 

TheMilwaukee  and  Mississippi  road,  however, 
has  the  advantage  over  our  road  in  some  respects, 
but  they  are  of  such  a  nature  that  they  will  con- 
tribute materially  to  the  prt)Sf>erity  of  the  Michi- 
gan road  while  the  latter  will  amply  rejiay  the  be- 
nefits conferred  by  the  travel  and  trade  it  will 
bring  to  Milwaukee  from  the  east. 

The  Mississipf>i  and  Milwaukee  railroad  ,is  laid 
out  on  a  line  little  south  of  west,  from  Milwaukee 
to  Janesvillc,  a  few  miles  cast  of  which  last  named 
place  the  road  takes  a  northerly  direction  to  M.'idl- 
son.  From  Madison  this  road  is  to  be  consolida- 
ted with  the  Prairie  du  Chien  road,  the  length  of 
which  is  about  one  hundred  miles  due  west^  and 
will  connect  Milwaukee  at  that  point  with  the  up- 
per waters  of  the  Mississippi.  The  road  from  Mil- 
waukee to  .Janesville,  71  miles  in  length,;  is  al- 
ready completed  and  in  operation;  we  may  say 
successful  operation  also,  for  the  receipt  of  freight 
alone  carried  out  of  Milwaukee  on  one  of  the  days 
of  last  week,  we  are  informed,  amounted  to  over 
SIOO.  That  pidrt  of  the  road  which  will  connect 
Milwaukee  with  Madison  is  about  40  utiles  in 
length,  is  now  rapidly  prosecuted,  and  will  be 
completed  about  the  first  of  next  January.  This 
portion  of  the  road  runs  through  a  series  of  coun- 
ties which  compare  very  favorably  in  population 
with  the  comities  of  this  state,  through  which 
runs  the  Central  railroad.  For  instance,  the  five 
counties  from  Milwaukee  to  Madison,  have  the 
following  population  according  to  the  last  United 
States  census :  j 

Milwaukee ....]....  31 ,077     Rock 20,708 

Waukesha ....10,174     Dane 16,041 

Jetlerson lo,:}17 

Beyond  Madison  to  the  Mississippi,  lie  two 
counties  which  Lave  the  following  population: 

Iowa i. 9,630 

Grant ]....- 16,170 

Compare  these  figures  with  the  seven  counties 
of  Michigan  through  which  runs  the  Central  rail- 
roa<l  as  follows,  to  wit:  i  i 

Wavne ..42,756 

WjishU'naw 28,567 

Jackson j 19,432 

Calhoun | 19,162 

Kalamazoo 1 13,179 

Van  Buren. ...  J 5,800 

Berrien 11,417 

And  it  will  be  seen  that  if  these  counties  may 
be  relied  upon  for  trade  and  travel  over  the  Cana- 
da railroad,  by  the  projectors  of  that  enterprise, 
the  above  namdd  populous  counties  of  Wisconsin 
may  be  easily  counted  ujion  fi»r  a  i)roportionate 
travel,  which  will  materially  add  t<>  the  receipts  of 
both  the  Oakland  and  Ottawa  roads,  and  also  to 
the  Canada  Great  Western  road. 

We  are  infornned  that  the  route  of  the  road  from 
Madison  to  Prajri^  du  Chien  is  now  being,  survey- 
ed, and  that  it  will  be  under  contract  by  the  1st  of 
August  next.  This,  when  completed,  will  form  a 
still  more  extensive  region  of  country  for  the  Oak- 
land and  Ottawa  road  to  draw  ^ts  rcceiptr  from. 


A  glance  at  the  map,  to  the  eye  of  the  most  inex- 
perienced, will  show  that  the  Mississippi  and  Mil- 
waukee road  terminus,  at  Prairie  du  Chien,  will 
form  as  complete  a  trap  to  catch  all   the  business 
and  pleasure  travel  seeking  the  upper  waters  of 
the  Mississippi  and  its  tributaiics,  as  could  possi- 
bly be  devised.     The  location  is  just  at  that  point 
where  the  great  river  itself,  after  flowing  from  the 
north-west,  begins  to  take  a  more  direct  course  to 
the  south,  and  will  naturally  cause  every  pound  of 
freight,  and  every  traveller  destined  for   the  east- 
ern cities,  to  stop  there,  as  the  nearest  point  to  the 
great  e.istern  markets.     And  what  is  more  advan- 
tageous still,  from  an  examination  of  the  whole 
region  of  country  which  will  be  drained  by  the  M. 
&  M.  R.  R.,  this  Company  may  defy  rivals,  so  far 
as  the  north-west  is  concerned.      To  the  south  of 
them  there  will  be  many  rivals  for   the   traffic  of 
the  west,  but  the  coimection  once  established  be- 
tween the  Mississippi  river  and   the  Atlantic,  by 
way  of  the  New  York  Central  line,  thcGreat  West- 
ern through  Canada,  the  Detroit  and  Grand  Ha 
veil,  and  the  Milwaukee  and  Mississipi)i  railroads, 
and  the  Milwaukee  and  Mississippi  railroad  Com 
pany  may,  if  judiciously  managed,  defy  all  comi)e 
tition  for  that  immense  travel  and  traffic  which  is 
now  in  its  infancy,  but  is  fast   growing  in  import- 
ance, from  the  mouth  of  the  Wisconsin  river  along 
the  upper  waters  of  the  Mississippi,  and   its  tribu- 
taries, throughout  nearly  a  thousand  miles  of  river 
navigation,  and  which  must  eventually  make  the 
Milwaukee  road  a  most  profitable   one.      We  do 
not  wonder  that  Milwaukee  is  anxious  for  its  com 
pletion.     It  must  make   her  the   great  depot  for 

Northern  Wisconsin,  Minnesota  and  Nebraska. 

******** 

Nor  among  the  aids  which  the  Oakland  and  Ot 
tawa  road  will  derive  from  the  Wisconsin  road, 
should  it  be  overlooked  that  the  latter  will  run 
through  one  of  the  richest  lead  regions  of  the  Uni- 
ted States.  According  to  the  geological  map  ac- 
companying the  report  of  David  Dale  Owen,  on  the 
geology  of  the  territory  on  the  upper  Mississippi, 
this  road  will  pass  directly  through  the  lead  bear- 
ing region,  in  the  southern  portion  of  Wisconsin. 
This  will  also  add  to  the  business  of  the  two  roads, 
and  help  to  furnish  it  with  the  most  valuable 
freight. 

Taken  altogether,  advantages  are  presented  by 
the  Milwaukee  and  Mississippi  road,  as  furnishing 
a  business  of  the  most  important,  lucrative  and  de- 
sirable kind  to  the  Oakland  and  Ottawa  road,  the 
moment  the  latter  is  finished,  and  which  must  in- 
crease in  the  same  ratio  that  the  population  and 
wealth  of  Wisconsin,  Iowa,  Minesota,  Nebraska, 
and  of  the  whole  north-west  grows,  more  numer- 
ous and  large,  that  we  know  of  no  investment  in 
railway  enterprise  that  promises  better  returns. — 
Dclruit  Advertiser. 

The  Korth  Route  to  tlae  Paetfle. 

Governor  Steiihen's  corps  of  Engineers  and 
suite  have  arrived  at  the  initial  point  of  their  sur- 
vey ii>  Minnesota,  and  will  start  westward  as  soon 
as  the  Chief  of  the  corps  arrives. 

The  following  plan  of  operations  has  been  fur- 
nished by  a  member  of  the  corps  to  the  Madison 
Democrat  for  publication : — 

The  especial  object  of  the  explorati  on  is,  deter- 
mination of  a  railroad  route  from  the  head  waters 
of  the  Mi-ssissippi  to  Puget  Sound.  Inconsequence 
of  the  meagreness  of  the  information  In  reference 
to  the  country  to  be  gone  over,  particularly  in  the 
Rocky  and  Cascade  Mountains,  a  general  topo- 
graphical survey  must  be  had  of  these  Mountains, 
between  the  46th  and  49th  parallels,  and  of  most 
of  the  intervening  country,  in  order  to  determine 
the  general  course  of  the  railroad,  and  furnish  the 
data  to  guide  the  civil  engineers  in  determining 
the  route.  The  explorations  involved  are,  there- 
fore, as  follows ; 

1st.  A  iicneralreconnoisaiueofthccountry. — This 
will  embrace  the  general  features  of  the  country, 
as  mountain  ranges  and  passes,  windings  of  rivers 
and  streams,  tlieir  dividing  ridges,  prairie,  and  ev- 
ery thing  which  shall  be  necessary  in  the  construc- 


tion of  a  general  map  of  the  country  passed  over. 

The  resultof  this  examination  done  by  reconnoi- 
tering  corps  assigned  to  the  special  duty,  will  be 
to  determine  the  most  advantageous  ronte  to  be 
pursued  for  the  railroad,  and  to  direct  the  move- 
ments of  the  party  entrusted  with  locating  it. 

2nd.  The  surrey  and  location  of  the  railroad.- — 
This  will  be  along  the  route,  resulting  from  the 
labors  of  the  reconnoitering  corps,  and  will  em- 
brace all  the  facts  bearing  upon  the  construction 
of  the  road.  The  route  will  be  run  by  compass 
courses  day  by  day,  and  measured  by  an  adome- 
ter,  and  the  results  thus  obtained,  checked  by  the 
daily  determinator  of  latitude  and  longitude,  will 
form  the  base  lines  to  which  will  be  referred  all 
objects  observed  in  the  survey. 

3d.  The  decisive  points  which  must  determine 
the  location  of  the  road,  are  the  mountain  passes 
of  the  Cascade  and  Rocky  mountain  ranges ;  and 
it  may  occur  that  the  location  of  the  road  between 
the  two  ranges,  and  for  along  distance  east  of  the 
Rocky  mountains,  must  be  suspended  until  these 
passes  be  examined  and  selected ;  and  much  of 
the  general  reconnoisance  must  be  made  after  the 
selection  of  these  mountain  passes,  which  are  the 
controlling  points  of  the  survey. 

OBSKRVATIONS. 

1.  Permanent  posts,  for  one  year,  to  be  kept  up 
for  a  longer  period  if  additional  appropriations  are 
made. 

2.  Parties  in  the  field  to  be  continued  6  months, 
the  permanent  posts  a  result  of  their  labor. 

3.  At  permanent  posts  will  be  barometrical  aiid 
hygroraatical  observations,  also,  quantities  of  rain 
and  snow  will  be  carefully  observed,  also  observa- 
tions as  to  the  wind  and  storms. 

4.  Parties  in  the  field  will  all  ooserve  for  tem- 
perature, winds  and  storms.  Some  four  main  par- 
ties will  use  the  barometer,  and,  if  practicable, 
make  observations  as  to  rain  and  moisture. 


Railroad  AcoldoHta— 'What  has  been  done 
may  be  done  agaln> 

Since  the  appalling  calamity  at  Norwalk,  the 
press  has  teemed  with  articles  suggesting  plans  to 
prevent  railroad  accidents.  Allow  me  to  state  a 
fact  which  throws  sinne  light  on  the  subject.  For 
nearly  five  years  only  one  accident  has  occurred 
on  the  Utica  and  Schenectady  railroad  by  which 
there  has  been  loss  of  life  ;  yet  there  have  passed 
over  that  road  in  the  meantime,  more  than  two 
millions  of  passengers — nearly  equivalent  to  one- 
tenth  of  the  population  of  the  United  States.  From 
this  one  and  only  accident,  only  three  lives  were 
lost,  and  some  of  them  would  have  been  saved 
had  the  persons  obeyed  the  directions  of  the  man- 
agers of  the  train.  In  this  instance  no  blame  what- 
ever attached  to  the  officers  of  the  road.  K  was 
occasioned  by  a  sudden  washing  away  of  the  road 
in  circumstances  against  which  human  foresight 
could  not  provide.  It  is  questionable  whether  ano- 
ther railroad  of  equal  length  in  the  world  can 
show  so  favorable  a  statement  in  regard  to  the 
loss  of  life  as  the  Utica  and  Schenectady.  This  is 
attributable  mainly  to  the  noiseless  vigilance  and 
efficient  management  of  Mr.  Vibbard,  than  whom 
a  more  competent  railroad  superintendent  cannot 
be  found. 

Amid  the  wholesale  censure  so  freely  lavished 
on  railroad  officers,  it  is  but  just  that  credit  should 
be  given  where  credit  is  due.  That  Mr.  Vibbard 
merits  the  tribute  of  public  gratitude  for  this  able 
management,  all  who  have  observed  his  course 
will  readily  acknowledge.  Great  credit  is  likewise 
due  to  the  directors,  and  particularly  to  Mr.  Cor- 
ning the  president  of  the  company.  Mr.  Corning 
has  had  Uie  sagacity  to  see,  what  others  in  like 
positions  are  slow  to  learn,  that  instead  of  attempt- 
ing to  manage  the  details  of  a  road  in  the  directors 
room,  one  competent  head  should  be  selected  for 
that  purpose.  The  responsibility  of  running  the 
trains  being  devolved  on  one  man,  and  he  a  faith- 
ful and  competent  man,  the  Utica  company  have 
carried  these  two  millions  of  people  expeditiously 
promptly  and  safely,  and  for  this  they  deserve  the 
lasting  gratitude  of  the  public.  Now,  why  can- 
not other  ro  wis  do  equally  well  1    What  has  be«n 
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done,  can  be  done  again.  Let  the  superintendent 
be  faithful  and  competent,  and  he  will  see  that 
men  are  employed  who  can  be  trusted,  and  he  will 
also  make  it  a  point  to  see  that  every  ijian  is  at 
his  post  and  performs  his  duty.  This  is  the  secret 
and  the  whole  secret  of  the  success  of  the  Utica 
company.  It  is  useless  to  talk  about  more  strin- 
gent rules  or  laws,  or  patent  signals.  The  cause 
of  accident  lies  back  of  all  these.  By  the  personal 
attention  of  the  superintendent,  every  subordinate 
on  the  Utica  road  is  made  to  feel  his  responsibility 
and  every  man  knows  that  the  first  indication  of 
carelessness  or  inattention  to  duty  will  be  followed 
by  a  dismissal  from  the  road. — SchcTiecUiibj  Cabi- 
net. 

:  The  result  upon  the  Utica  and  Schenectady  road 
shows  with  wjiat  safety  passengers  may  be  car- 
ried. The  degree  of  safety  is  a  mere  question  of 
care.  There  is  not  the  slightest  necessity  for  the 
greater  part  of  the  accidents  that  occur,  as  a  mat- 
ter of  economy,  they  should  be  placed  beyond  the 
bounds  of  possibility.  A  few  hundred  dollars  a 
year  would  have  placed  an  additional  guard  upon 
the  Norwalk  bridge,  by  which /Aa/  accident  would 
have  been  prevented.  The  company  could  have 
better  afforded  to  have  maintained  75  men  con- 
stantly at  that  |)oint  than  that  the  accident  should 
have  happened. 

The  Utica  and  Schenectady  is  a  model  road  in 
more  respects  than  one,  and  may  be  well  taken  as 
an  example  of  the  entire  safety  of  railway  travel- 
lers, upon  well  managed  roads. 

Fnr  (he  Ilailroad  Jnurnal. 
Cinctiuimti«  Union  and  Ft.  MTayne  Railroad. 

This  roatl  lies  between  Union  and  Fort  Wayne. 
It  connects  Fort  Wayne  and  Cincinnati  by  railroad, 
and  lies  on  the  direct  line  between  the  two  cities. 
It  is  65  miles  in  length,  and  pjisses  over  a  very 
level  country,  of  rich  soil,  well  timljered.  The 
road  will  be  of  very  cheap  construction,  and  its 
stock  very  valuable  for  investment. 

The  company  have  had  a  preliminary  survey  of 
the  route  made,  and  the  jK-rmanent  location  is  now 
being  made,  and  will  be  conijileted  by  the  first  of 
July.  Contracts  are  already  let,  and  the  contrac- 
tors ready  to  commence  the  work  as  soon  as  the 
final  location  is  made.  There  will  be  two  slight 
curves  at  intermediate  stations,  but  with  the  ex- 
ception of  these,  the  road  will  be  on  an  air  line. 
The  grades  will  be  low.  More  than  half  the  road 
will  be  level,  and  the  maximum  grade  will  not  ex- 
ceed 25  or  30  feet  to  the  mile.  But  very  little, 
however,  will  exceed  20  feet  to  the  mile. 

This  road  will  connect  at  Fort  Wayne,  with  all 
the  railroads  centering  there,  and  at  Union  with  all 
those  centering  there.  Each  of  these  places  is 
destined  soon  to  be  a  prominent  railroad  focus,  and 
this  is  the  only  connecting  link  connecting  these 
foci. 

The  Eaton  and  Hamilton  road  is  about  to  be  ex- 
tended to  Union.  This,  hi  connection  with  the  Cin- 
cinnati, Hamilton  and  Dayton  railroati,  ft-om  Ham- 
ilton to  Cincinnati,  will  form  the  direct  line  from 
Union  to  Cincinnati.  It  is  finished  and  running 
from  Cinninnati  to  Eaton,  51  miles :  from  Eaton 
to  Union  it  is  32  miles ;  and  65  miles  over  the  Cin- 
cinnati, Union  and  Fort  Wayne  railroad  line,  mak- 
ing 148  miles  in  all,  from  Cincinnati  to  Ft.  Wayne 
— the  shortest  and  best  route  between  the  cities. 

By  way  of  the  Greenville  and  Miami  railroad, 
now  running  daily  between  Dayton  and  Union,  the 
Cincinnati,  Union  and  Fort  Wayne  railroad  will  be 
brought  into  direct  connection  with  Dayton,  and 
through  the  Coal  road  now  being  constructed  from 


Dayton,  with  the  coal  region  ;  and  be  the  nearest 
and  best  route  for  Fort  Wayne  to  supply  its«'lfwitli 
coal.  TJirough  the  Greenville  road,  and  the  Day- 
ton, Hamilton  and  Cincinnati  roa^l,  freight  and  i»as- 
sengers  now  pass  daily  between  Union  and  Ciiicin- 
nnti,  on  a  line  22  miles  further  than  it  will  be  by 
Eaton,  when  tlu'  Eaton  and  Hamilton  road  is  ex- 
tended to  Union.  A  rojtd,  however,  is  about  to  l>e 
made  this  summer  from  the  Junction  to  Carlisle, 
called  the  Twin  Cnn-k  railroad,  which  will  shorten 
the  distance  from  Union  to  Cincinnati  12  miles — 
making  it  only  10  miles  further  than  by  the  Eaton 
route.  This  Twin  Creek  road  is  but  20  miles  in 
length,  and  has  stock  enougli  raised  t<)  make  it 
rea<ly  for  the  iron.  A  through  line  for  freight  and 
pas.sengers,  and  uniformity  of  gauge,  has  iH-en 
made  by  contract  of  the  .several  companies,  wer 
the  Twin  Creek  line.  Tlie  Cincinnati,  Union  and 
Fort  Wayne  railro;id  by  this  route,  as  well  as;  by 
the  Eaton  route,  will  be  part  of  a  Fort  Wayne  and 
Cincinnati  liiu^;  and  by  the  Greenville  and  Miami 
ro;wi,  it  will  Ix?  a  part  of  the  direct  Fort  Wayne 
and  Dayton  line,  and  bring  Fort  Wayne  in  direct 
connection  with  the  eoal  region  of  Ohio.  () 

Coal  for  Liocomotive  Knel. 

The  Baltimore  and  Ohio  railroad  have  uso<l  bi- 
tuminous coal  (mostly  from  the  Cumberland  re- 
gion) as  a  fuel  for  the  locomotives  employed  upon 
their  freight,  coal  and  stock  trains.  They  have 
adapted  their  engines  for  this  fuel  by  extending 
the  furnace  grates,  by  lengthening  the  boiler  tubes, 
and,  in  some  ciises,  by  the  use  of  the  "rocking 
grate,'"  the  "variable  exhaust  piix;,'  and  the  "feed 
water  heater."  As  tlic  coal  engine,  in  the  form 
adapted  to  their  road,  possesses  some  distinctive 
characteristics,  wc  will  state  them  here,  before 
giving  the  results  obtained  from  the  use  of  the  coal 
fuel.    -.    _   \  [j 

The  weight  of  the  recent  class  of  stock  engines 
building  for  this  road  is  30  tons,  of  2,000  lbs  — 
This  is  distributed  upon  six  driving  and  four  truck 
wheels,  all  the  wheels  being  placed  in  front  of  the 
fire  box  ;  thereby  limiting  the  length  of  the  rectan- 
gle covered  by  the  wheels  to  about  16  feet.  The 
dimensions  of  cylinders  are  20  inches  diameter  by 
22  inch  stroke.  Diameter  of  drivers  50  inches. 
The  furnace  is  made  of  3-8  inch  thick  copper  in 
the  sides,  and  has  a  hammered  iron  crown  of  5- 
16th  inch  thickness.  The  grate  area  is  18  square 
feet.  The  tubes  are  of  wrought  Iron,  lap  welded, 
21^  inches  diameter ;  14  feet  long;  and  have,  in 
all,  above  1,200  square  feet  ef  exterior  surface. — 
The  cylinder  connections  are  always  outside  ofthe 
wheels,  the  axis  ofthe  cylinder  lieing  in  nearly  a 
horizontal  line.  • 

The  parts  of  the  engine  are  simple  and  strong. 
The  driving  wheels  are  fitted  always  with  slip  ties 
of  chilled  cast  iron.  The  spark  arresters  have  an 
inside  pipe,  through  which  the  sparks  are  project- 
ed against  an  inverted  cone,  formed  of  number  18 
wire  cloth,  and  having  a  mesh  of  about  3-32  inch 
opening. 

The  duration  ofthe  copper  furnaces  is  from  five 
to  six  years,  or  as  long  as  the  duration  of  an  iron 
furnace  burning  wood.  To  renew  the  sides  ofthe 
furnace,  for  a  height  of  24  to  28  inches  from  the 
grate,  involves  an  outlay  of  about  $400.  It  is  on- 
ly around  the  bottoms  of  the  furnaces  where  re- 
newals are  often  required.  The  depth  of  coal  car- 
ried is  usually  two  feet  next  the  door,  and  dimin- 
ishing to  nine  inches  ot  one   foot  next  the  tube 


sheet.  The  dbration  of  the  grates,  when  kept 
clean  from  clinkers,  and  protected  by  a  small 
amcunt  of  wat<  ir  in  tlie  ash  pan  beneath,  is,  on  an 
average,  one  ysar.  The  genera}  relative  efficien- 
cy of  coal  to  p  nc  wood,  is  believtd  to  be  one  ton 
of  the  former  to  two  and  a-hali*  cords  of  the  lat- 
ter. ! 

From  trials  made  during  the  i^\l  of  the  last  year 
and  in  Januar  r  of  the  present  y^r,  the  following 
results  were  obtained  ;  these  b  ;ing  the  averages 
of  the  results  from  tlifferent  en,  ;ine8  by  diflerent 
builders.  I  j"  i 

Engines  of  9  to  20  inches cyl  nder,  22in.  stroke, 
8  drfvcrs  of  4  J  in.  diameter,  nihning  for  45  miles 
west  of  Cuml  crland ,  part  of  th^  distance  up-grade 
of  116  feet  per  mile 

n  lAF.S  M.VDK  IN  OCT  ,   18.52. 

Tons  load— c  f  2000  lbs.,— iudn  ling  tender 
hauled  to  f  >ot  of  116  feet  gra  le 178.3 

Tons   load   a  <  above,   hanl^  I 
grade . 


• 


p   116  feet 


Miles  per  hofr  to  foot  of  116Tefet  grade, 
up 

Pounds  of  cokl  used . ; 

)f  wood  used — efaual  to 


114.5 

.      14.04 
.     12.91 
5164 


17 


of  w,ater 

Same  clast  of  engines 


run...  . 
>rate  1( 

in  Ncjvi 


22. 
121.42 


000  gallons 


Cubic    feet 
cord — . . 
Pounds  of  ccjal,  per  mile  run 
to  evaporate 

1434. 
ember,  1852,  and 
lanuary   18J>3,  running  from  JBaltimort;  to  Mar- 
tinsburg,  99  miles,  i)art  of  the  distance  being  up  a 
grade  of  82  eet  per  mile.         j 

J  nL.  1852.    Jan.  'SS. 

Tons  of  20(0  lbs.,  including  len- 
der, to  fo<  t  of  82  feet  grade].  . .   290.32 

Tons,  as  alx  ve,  hauled  up  82 
grade 

Miles  perhjurto  foot  of  &J 
grade 

Miles     per    hour     up    82 
grade 

Pounds  of  qoal  used 

Cubic  feet  of  wood  used 

Pounds  of  doaJ,  per  mile  run . 


feet 


feet 


245.46 
10.83 


feet 


7.19 
.5340. 
.     .39.78 
.     53.94 


579.08 

504.19 

11.10 

10.38 
5201. 
2161 
52.54 


(♦83. 


to  evaporate  1000 
gallons  ojr  water l. . .   967. 

It  will  bej  perceived  by  th^  statement  of  trials 
made  in  Ndv.  and  in  Janu.tryj  that  twice  the  load 
was  hauled!  in  the  latter  trial,  and  with  less  fuel 
than  was  rdquired  for  the  tri41  in  November.  The 
engine  wasjnot  worked  up  to  jits  full  power  in  the 
former  tripi  and  this  fact  rauit  account  for  the  dif- 
ference in  (Bie  eiTficicncy  of  thii  fuel  usedin  the  two 
trials.  Thfewood  used  is  onlf  for  starting  the  fire 
at  the  con*neqccment  of  thej  trips. 

The  ecoUomy  of  the  coal  fliel  would  have  been 
greater,  but,  for  a  leakage  ii|  two  of  the  engines 
tried.  Th«  highest  results  ^ith  the  best  engiucs 
show  an  evaporation  of  lOOOjgallons  of  water  by 
oal.  The  lowest  result  was  an  evi^x)- 
c  thousand  gallins  of  water  by  1551 
al. 


807  lbs.  of 
ration  of  o 
pounds  of 


Rutland  and  B«u-lln|rton  RailroAd. 

The  annual  meeting  of  the  Rutland  and  Burling- 
ton railroati  company  was  hfijld  at  Bellows  Falls 
yesterday.  The  earnings  oftthe  year  ending  May 
31,  were  3fi95,397  54 ;  expenditures  8228,858  38 ; 
net  incom^  over  expenses  ^266,539  12,  a  gain  of 
60  per  cenk  ovfer  last  year.  !  The  cost  of  the  road , 
so  far,  hasfbeen  S5,477,466.  •  The  bonded  debt  is 
S2,429.100;  capital  stock  *2,397,000.  Floating 
debt  S486v466.  ] 

The  following  named  ge»tlemen  were  chosed 
Directors    for  the  ensuing  iyeor,  namelv  . Wm. 


II 


^  T  ■-■ 


392 


I. 


-  .-.■»»«-v— '  -y-»-u^-,.'^i.^^- 


ZFTW^J 


v^!r-S7-  »r5f  T'lV^^  5  3»"' 


AMERICAN    RAILROAD    JOURNAL. 


Raymond  Lee,  John  Howe,  C.  J;  Hendee,  Hanson 
Fay,  A.  Wentwo-th,  Jr.,  John  Conant,  and  Benj. 
T.  Reed. 
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Satnrdasr,  Jnne  18,  T853. 


Rallw»r  Share  I<lst. 

"We  eive,  in  onr  present  issne,  a  Share  List  of 
railways  in  the  United  States,  which  presents  what 
was  never  before  attempted, — a  complete  view  of 
their  financial  condition,  as  well  as  the  current  val- 
ue of  their  shares.  We  shall  add,  in  onr  next  num- 
ber, a  list  of  the  leading:  bonds  before  the  market. 

We  solicit  the  particular  attention  of  railroad 
companies  to  this  List,  for  the  purpose  of  correct- 
inff  any  errors  in  our  tables,  or  supplying  any 
omission  that  may  exist  in  them.  As  only  two  or 
three  States  require  returns  to  be  made,  we  are 
compf?TIed  to  depend  upon  the  reports  of  compan- 
ies for  a  knowledge  of  their  condition.  We  .shall 
esteem  it  a  great  favor  if  railroad  companies  will 
supply  us  with  the  necessary  data  for  completing 
our  tables,  at  their  esarliest  convenience. 

S«orfc  nrd  Mtoney  Morfcelt 

The  .stock  market  has  presented  no  new  feature. 
For  the  past  week  there  has  been  some  fluctuation 
among  the  fancies,  but  premium  secnrities  show 
no  change,  unless  it  is  that  they  are  a  shade  high- 
er. There  is  a  steady  and  fair  demand  for  rail- 
road bonds.  Money  is  very  abundant,  but  the 
season  of  the  year  does  not  form  speculation. 

The  dividend  on  Rrit;  is  one  of  the  leading  top- 
ics in  the  street.  Nothing  is  known  of  the  matter 
outside  the  Direction.  Our  opinion  is  adverse  to 
the  propriety  of  declaring  one.  We  take  it  for 
granted  that  none  will  be  declared  without  the 
satisfactory  evidence  that  one  has  been  earned.  It 
is  useless  to  discuss  the  question  till  the  action  of 
the  Directors  is  known.  We  do  not  wish  to  pred- 
udice  the  matter.  ()ur  recent  articles  attacking 
the  management  of  the  road,  have  been  followed 
by  important  changes  and  reforms.  If  these  re- 
forms shall  be  carried  out,  our  objects  will  be  se- 
cured. They  cannot  be  effected  in  an  instant. — 
We  are  willing  to  wait  a  reasonable  time.  We  ex- 
pect, however,  to  see  the  adoption  of  a  correct  line 
of  policy  at  once.  A  proper  plan  for  the/«/i/re 
must  be  adopted,  even  should  it  be  found  diffic<ilt 
immediately  to  bring  the  working  of  the  road  to 
an'  ideal  standard.  Should  a  dividend  be  declar- 
ed, we  expect  it  will  be  accompanied  by  a  balance 
sheet,  showing  the  condition  of  the  Company. — 
Such  statements  can  be  omitted  no  longer.  The 
old  apology,  that  a  knowledge  of  the  condition  of 
the  company's  afifairs  would  destroy  public  confi- 
dence, and  in  this  way  defeat  the  enterprise,  are 
no  longer  allowable.  The  work  is  r.ompkted,  and 
the  sooner  every  thing  is  known  about  its  cost  and 
management  the  better.  We  expect  much  from 
Mr.  McAlpine.  We  are  confident  he  is  making 
good  use  of  his  time.  He  can  have  no  motive  but 
a  proper  one.  He  is  not  implicated  in  the  pastti 
historj',  nor  is  he  a  speculator  in  the  stock  and  se- 
curities of  the  road.  We  are  satisfied  that  other 
changes  must  take  place,  which  will  clear  the  Co. 
of  all  persons  engaged  in  speculating  in  its  stock 
and  bonds.  We  think  that  nothing  can  be  more 
improper  than  for  persons,  occupying  high  and  re- 
sponsible positions  on  a  raikoad,  use  such  posi- 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  SIOO. 


NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence.  . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  ahd  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan 

Connecticut  and  Passumpsic.  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cai>e  Cod  branch " 

Connecticut  River " 

Ejustern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  Countv " 

Old  Colony..." " 

Taunton  Branch " 

Vermont  and  Ma-ssachusetts . .  " 

Worcester  and  Na.shua " 

Western R.  I. 

Stonington " 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartfonl  and  N(;w  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer      " 

New  York  and  New  Haven. .  .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Albany  and  Schenectady N.  Y, 

Buttalo  and  New  York  City. .  " 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  Rockester " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canaudaigua  and  Elmira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

Ogdensburgh  (Northern) " 


c 
o 

n 


Oswego  and  Syracuse 

Rochester  and  Syracuse " 

Rutland  and  Washington " 

Saratoga  and  Washington. ...  " 

Syracuse  and  Utica " 

Troy  and  Rutland " 

Troy  and  Boston " 

Utica  and  Schenectady " 

Watertown  and  Rome " 

Camden  and  Araboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading. ...  " 


150 
55 
72 
51 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
61 
24 
28 
83 
58 
69 
28 
52 
75 
42 
66 
20 
26 
46 
12 
77 
45 

loo 
60 
40 
45 
62 

110 
50 
66 
61 
62 
55 
54 
17 
91 

132 
76 
69 
50 
47 
35 

464 

144 

130 
95 

118 
36 

184 
60 
41 
53 
32 
39 
78 
96 
65 
45 
31 
63 
56 
20 
36 
95 


u 

v 

a 

s 


1,417,587 

809,878 

876,741 

1,355,600 

227,981 

1,649,270 

1,486,000 

2,078,625' 

3,016,634' 

717,643: 

600,000, 


3,000,000 
905,300 
800,000 
123,884 
291,200 
622,000 
none. 
720,900 


-% 


gS 


O  3 

S  V 
O  _ 


o 

Eh 


4,649,892 
1,994,429 
2,180,000 
1,469,384 
In  progres 
2,540,217 
1,486,000 
3,002,094 


none. 


1,097,600' 
2,435,328 
8,500,000 
1,500,000; 
392,000 


550,000 

1,964,688 
3,600,000 

'  Voo'ooo 


661,214 
1,400,000 

673,600 
1,745,516 


1,830,000; 
4,076,974 
3,160,390! 
4,600,000! 

421,296! 
1,691,1001 
2,850,000l 
1,050,000' 
3,640,000! 

500,000 

647,016 
1,964,070' 

260,000| 
2,140,5361 
1,134,0001 
6,150,000! 


150,000 

390,000 

425,000 

171,800 

193,500 

500,000 

none. 

100,000 

none. 

819,743 

282,300 

none.  I 

1,001,500 
171,210 

6.319,520 


12,000,000 
1,500,000 


1,467,6001   300,000 


3,000,0001 


558,861 
2,992,450 

926,000 

760,600 
2,121,110 
1,000,000 

900,000 


1,825,000 
879,636 


472,000 


800,000 
1,641,000 
440.000 
6o0,000{ 
701,600 
085,301 
1,550,000 


1,995,249 
4,092,927 
3,646,214 
4,846,%7 

633,906 
1,801,946 
3,120,391 
1,060,000 
3,633,673 

520,475 
1,246,927 
2,293,634 

307,136 
3,203,333 
1,321,946 
9,953,769 


1,731,498 


2,500,000 

In  progres 

1,611,111 

4,825,937 


184,903 
872,000! 


426,609 

687,0001 

9,612,995' 

3,740,615| 

4,725,250 

1,876,148 

1,678,311 

360,000 

5,132,990 

850,000 

899,800 

2,400,000 

237,690 

480,936 

4,124,000 

1,011,940 

1,500,000 

1,022,420! 

2,197,840 

986,106 

1,184,600 

600,00d 

783,960 

6,666,3321 


582,400 

400,000 

24,003,866i 

7,046,3961 
977,463: 
516,246! 

2,780,760 
201,6001 
700,123 
400,000 
940,000 
126,000 
100,000 
700,000 
none. 
650,000, 

I 

128,000! 
476,000! 

1,500,000! 
13,0001 

"688,661 
10,427,800, 


1,380,610 
2,596,488 
1,774,584 
2,550,500 
In  progres 
I  2,416,014 
1,921,270 
In  progres 
987,627 
1,070,786 
31,301,806 
10,627,664 
6,102,935 
2,446,391 
4,933,029 
607,803 
6,016,778 
1,250,000 
1,832,945 
2,661,477 
329,577 
1,043,357 
4,093,273 
1,693,711 
4,327,498 
1,220,325 
3,245,720 
2,379,880 
1,266,143 
760,000 
1,609,494 
17,141,987 


-55— 

Cud 


IM 


00 

05'-' 

S.2 
O 


200,238 
131,006 
133,338 
208,669 
16,694 
150,638 
306,806 
287,768 
328,782 


132,646 


324,790 


Leased  to 
Recently 


888,108 
659,001 
429,484 
758,819 

60,743 
229,004 
488,793 
229,446 
574,674 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1,339,873 


263,690 


600,408 
329,041 


114,410 
814,714 


Recently 
267,561 
296,112 

Recently 


619,976 
Recently 


a 

e  . 


a 
■> 

s 


inone 

inone 

inone 

I  6 

none 

79,669!none 
141,83610 

56,266!  6 
163,076'  6 

6K 
8 
none 
none 

jnone 

165,340lnone 


CO 

S3 

OS 


0^ 


51,513 


•.I, 


opened. 


130,881 


none 
none 

338,215;  7 
212,625'  6 
331,296  7 

30,0561  2% 

72,0281  6 
241,017! 

99,589| 
232,7871 

43,950! 

23,416!none 
101 ,510  none 

24,399  8 

18,648'none 


7>^ 

8 

6 


66,900 
682,196 


139,614 


332,223 
168,902 


443,993 


4^2 

6^2 


6 
10 

none 
none 
none 


opened,  inone 
116,966!  4>^ 
164,448  8 

opened,  none 

none 

415,32310 

opened.  ! . . 


96 
SO 
40 

100 
40 
63i 

108 

68' 

99 

108 

"9 

46 

35 

18 

101  i 


100 
109 
88i 
104i 
40 
671 
96 
107 
103 
117 
67 
86i 

60 

102i 

66 


124 


109 


76,760 

74,241 

3,637,766 

1,063,659 

681,445 

205,068 

436,845 

90,616 

988,366 

Recentlv 

173,545 

616,918 

Recently 

Recently 

1,029,774 

226,152 

1,388,386 

140,164 

603,942 

260,899 

118,617 

Recently 

200,249 

2,480,626 


39, 360;  none 

23,496!none 

1,691 ,623|  7 

338,783none 

324,494    6 

44,070'none 

176,1 23' none 

43,609!  4 

649,8241  8 

opened,   i . . 

135,017inone 

376,026|l0 

opened. 


oj)ened 
724,770 
116,706 
478,413 
80,351 


316,26910 


124,740 

76,890 

opened. 

106,9321 
1,261,987 


none 
10 

8 
10 

4 


3>^ 
6 

"%" 

7 


45 

56 

139 

86 

65 

182 

128 


68 

•  •  •  » 

87 
72i 
66i 
36 
43 
70 
166 


30 

182 

38 

i96' 

109 

149 

148* 


126 
"93* 


AMERICAN    RAILROAD    JOrRNAL. 


393 


RailTiray  Share  Liist, 

Compiled  from  the  latest  returns — corrected  every  Wedrusday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 

I 

i 

CO 

1 

i 

s 

'i- 

1 

C 

s 

Tot.  cost  of  road 
and  equipm't. 

Gross    Earnings 
in  1852. 

Net  earnings  in 
1862. 

c4 

c 

S 

> 

OB 

£ 

OB 

.1 

PL, 

Philad.,  Wilmington  and  Balt.Penn. 

Pennsylvania  Central " 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

98 

260 

30 

47 

381 

38 

57 

66 

27 

64 

73 

22 

76 

62 

107 

60 

32 

161 

110 

140 

242 

191 

211 

101 

71 

3,850,000 
9,768,153 

2,403,276 
5,000,000 

6,813,839 
15,600,000 

667,785 
1,943,827 

383,501 
617,626 

6 

166* 

9,188,300 
1,650,000 

9,827,123 

19,542,307 
1,650,000 

i,'3'25',563 
348,622 
413,673 

'  615,384  7 
216,237;  8 
152,5361.... 

721 
"42 

In  prog. 
In  prog. 

Petersburgh " 

Richmond  and  Danville              " 



In  prog. 

Richmond  and  Petersburgh..      " 

Rich..  Fred  and  Potomac ....     " 

.... 

South  Side " 

1,328,722 
1,400,100 
3,000,000 
180,000 
1,338,878 

800,000 
446,036 

1,500,000 
120,000 

1,134,698 

In  prog. 
In  prog. 
In  prog. 

416,532 
2,965,574 

1 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina   S  C 

176,485 

74,902 

none 
none 
12 
6 



89,776 
610,038 

'l'53',898 

.  •  *  • 

■  •   a.* 

Greenville  and  Columbia " 

1,004,231 
3,868,840 
3,100,000 
4,000,000 
1,214;283 

300,000 

3,000,000 

306,187 

1,214 

168,000 

In  prog. 
7,002,396 
3,378,132 

•  •  •  •    •  •  ••    i 

[ 

South  Carolina " 

1000  717 

fifinTii'  7 

IVj 

Georgia  Central " 

Georgia " 

945,508;    608,6251  8 
934,4241    456,468'  1% 

102 

Macon  and  Western " 

1,596,283 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 
1,330,960 

296,584;    1.'i3  697   9 

109 

Muscogee " 

Wilmington  and  Manchester. .    " 

Southwestern " 

Alabama  and  Tennessee  River  Ala 

..     .... 

60 
65 
93 
33 
88 
60 
80 
125 

28' 
65 

686,887 

150,000 

129,395 

"*7'l',636'  8 

•  •  ■  • 

Memphis  and  Charleston " 

776,269 
879,868 
688,611 

400,000 



Mobi  e  and  Ohio " 

Montgomery  and  West  Point.     " 

173,642 

76  079'  8 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga. . .     " 

836,000 
2,093,814 
1,430,000 

'541,666 
850,000 
900,000 

In  prog. 
In  prog. 
In  prog. 

•  •  ^P 

•  •  *v 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

1 

87,421 

" '44,256;.... 

Louisville  and  Frankfort " 

■■»•    •••• 

Maysville  and  Lexington " 

In  prog. 
2,963,756 

, 

Cleveland  and  Pittsburgh Ohio. 

Cleveland,  Painesv.  and  Ash..     " 

100 

71 

135 

1,239,464 

1,371,000 

194,429 

"l'23',.366 'e" 

102 

Cleveland  and  Columbus " 

Columbus,  Urbanna  and  Piqua    " 
Columbus  and  Lake  Erie " 

3,027,000 

408,200 

3,655,000 
In  prog. 

777,793 

483,48312 

132 

61 
60 

■'... 

Cincimiati.,  Ham.  and  Dayton    " 
Cincinnati  and  Marietta " 

1,694,000 

906,000 

2,600,666 
In  prog. 

92-5,000 
In  prog. 

321,793 

200,967.... 

i 

115 

Dayton  and  Western " 

40 
20 
36 
31 
37 
84 

167' 
67 

310,000 

550,000 

Recently 

OTM^n^ll                                 ^^A 

Dayton  and  Michigan " 

1 

.  .  JL 

Eaton  and  Hamilton " 

t 

1' 

Greenville  and  Miami " 

1 

Hillsboro ....         " 

In  prog. 
2,634,157 
1,855,000 

Little  Miami " 

2,370,784 

900,000 

1,860,500 

'  '6'26",746 

•^14  fi70    10    I'^rt 

Mansfield  and  Sandusky " 

1,000,000 

Mad  River " 

665,751 

\"" 

Ohio  Cental " 

In  prog. 
(1 

Ohio  and  Mississippi " 

, . 

i 

Ohio  and  Pennsylvania " 

187 

1,760,700 

2,450,000 

Recently 

opened.    ;.... 

Ohio  and  Indiana " 

In  prog. 

Scioto  and  Hocking  Valley ...     " 

•  •  •  • 

i 

Toledo,  Norwalk  and  Cle^el'd    " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

87 
64 
31 

552,000 
1,092,137 

800,000 
119,600 

1,317,140 
1,267,714 
In  prog. 

" 

« 

« 

In  prog. 

Recently 
237,506 

opened.     

135,363.  16 

145 

Indiana  Central " 



Indiana  Northern " 

131 
83 

Recently 

opened 

Indianapolis  and  Bellefontaine    " 

Lawrenceburg  and  Ind " 

' 

7ft 

Lafayette  and  Indianapolis ...     " 

62 
88 
40 
72 

Recently 
516,414 

opened,    i 

268,075   10 

Madison  and  Indianapolis " 

Peru  and  Indianapolis " 

1,650,000 

750,000 

2,400,000 
In  prog. 
1,353,019 

102 

Terre  Haute  and  Indianapolis     " 
Rock  Island  and  Chicago " 

632,387 

663,100 

106,593 

71,446  4 

108 

Chicago  and  Mississippi " 

, 

Galena  and  Chicago m. 

136 

Illinois  Central " 

92 
316 
282 

•  •  •• 

1,932;361 
2,499.410 

500,000:In  prog. 
2,629,000,  6,430,246 

'472,169 
292,187 

, 

130 
146 
117 

•  •  •  • 

Michigan  Southern Mich. 

Michigan  Central " 

293,046.... 

Pacific Miss. 

•  «••    •••• 

1 

tions  for  the  purboses  of  speculation.  There  can 
be  no  doubt  tha{  thfe  interests  of  the  Erie  road 
have  suffered  vastly  from  this  cauSe.  We  believe 
that  a  spirit  of  jrefofm  is  awaketed  among  the 
stockholders  of  ihe  Erie  road,  that  will  not  be  qui- 
eted till  its  whoje  management  is  thoroughly  pur- 

r      hi    . 

statement  shows'  the  aggregate 


ged. 

The  following 


amount  of  tolls  Collected  on  all  th«  Canals  of  this 


State  up  to  May 
mount  collected 
each  year : 


1846 

1847 

1848 

1849 

1860 

1851 

1862 

1853 

Increase  in  185i: 
Increase  for  4tl] 


31,  for  several  yejirs,  and  the  a- 
during  the  fourth-  week  in  May  in 

Foijrth 

wee>  in  Total  to 

Miy.  May  31. 

$116^016  S698,760 

196J175  709,380 

.  .: 138J306  621,323 

136i672  615,110 

12l339.3  696,828 

. 127J399         773,330 

; 107}222         646,199 

,...>. 129)662         593,775 

to  May  22 1 $26,146 

week  in  May,  18»8 22,430 


Total  incre;  ise 1 $48,676 

The  subjoinoi  I  table  shows  on  'what  description 
tolls  have  been  cdHected,  compar- 


of  freight  these 

this  year  with  Ijist : 

1852. 
On  up  freight, 
merchandise. 
On  down  fr'ht 
from    other 

SUtes 

Ondownfr'ght 
from  this 
State 


Total . . 
Decrease . 


The  earnings 


185S.]    Dec'se    Incr'* 
.SI 76,363  r205,3)5  $128,942 


697,511     219,2^9  21,718 

171,275     169,1^2     2,084  ' 


$545,199  $693,7:  5 


of  t^e  Grcenvilkj 


road  for  the  fin  t  lii^e  months  of 
steady  gain,  ana  are  beyond  tlie 
figures  are —     i 

January $^,800  25     April.. 

Febniarj-. . . .   ^,970  25     May . . . 

Marcli 0,678  94 

Total J ;. 


$47,964  37 
These  eaniiu|;s  have  been  mad^  with  an  incom- 
June  promises 


plete  equipage 
larger  advance. 

The  receipts 
railroad  for  Maj 

For  passengers 
For  fVeight.  m; 


$50,660 

..$2,084 


$48,676 

and  Miami  rail- 
he  year,  .show  a 
estimates.     The 

....$9,271  64 
...  .11,267  39 


to  show  a  still 


a^,  : 

8    .  . 

alls. 


of  the  Clevelahq  and  Pittsburg 
1853,  arc  as  fg^ows  : 

...$18,731  32 
...  16,632  62 


etc. 


Total 

Receipts  for  May,  1662. 


Increase . . 
The  business 
road  has  been  as  annexed  : 
Receipts  in  Majr,  1853 
Receipts  in  Ma)r 


.$35,364  44 
.   25,332  30 


...$10,032  14 
of  the  Ohio  and  llennsylvania  rail- 


$47,366  00 
20,893  66 


First  5  months  in  1653. 
First  5  months  iin  1852. 


$26,472  36 

$186,934  24 
76,984  37 


$109,949  87 
the  first  month 


Increase 

This  is  a  gratifying  exhibit,  for 
in  the  beginnicig  of  the  through  trains.     The  thro' 
trains  only  begao  to  run  on  the  Ibth  of  May.   The 
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next  two  or  three  months  will  show  the  import- 
ance of  this  great  route. 

The  earninga  of  the  Macon  and  Western  railroad 
company  for  May  were :  I  | 

Passengers 86,812  27 

Mails 1,080  04 

Freights 8,717  80 


Corresponding  month  last  year. 


$16,609  61 
18,267  96 


Decrease $1,648  36 

The  earnings  of  the  Qreenville  and  Miami  rail- 
road for  the  first  five  months  of  the  year  show  a 
steady  gain,  and  are  beyond  the  estimates.  The 
figures  are : 

January $8,800  26 

February i 8,970  26 

March 9,578  94 

April 9,271  64 

May 11,267  39 


$47,964  37 
These  earnings  have  been  made  with  an  incom- 
Itetent  equipage.    June  promises  to  show  a  still 
larger  advance.  !    ! 

•    Tne  receipts  of  the  Pennsylvania   railroad  for 
month  of  May  were  as  follows: 

From  passengers $116,932  22 

From  freight 76,646  12 


Total  for  the  month L  . . . .  $198,478  34 

Corresponding  month  last  year. 161,683  92 


Increase $31,894  42 

Total  receipts  from  Jan.  to  May,  inclu- 
sive, 1863 ....$1,292,588  63 

Correspcmding  period  last  year .  ] . . .      867,990  20 


Increase  this  year $434,563  33 

The  following  statement  will  show  the  earnings 
of  the  Cincinnati,  Hamilton  and  Dayton  railway 
for  May :  I 

Earnings.  1862.  1863. 

From  passengers $16,368  61     $21 ,694  43 

From  freight 7,183  62      12,600  27 

From  mails  and  express..        180  92  866  40 


Total. 


,.$22,717  15    $36,061  10 
I  22,701  16 


Increase,  54  per  cent $12,359  96 

The  receipts  of  the  Hudson  River  railroad  Co. 

for  May  were $93,704 

Mya,  1862 61,038 


Increase  53i  per  cent $32,666 

The  earnings  of  the  Rutland   and   Burlington 

railroad  company  for  the  month  of  April 

were , $40,376  08 

In  same  month  last  year , 20,386  33 


Own  this  year  (nearly  100  per  ct.  $19,991  66 
the  receipts  of  the  Erie  railroad  for  May  are 
not  up  to  those  of  April,  and  show  a  small  gain 
over  those  of  May,  1862 : 

They  were $389,412  33 

May,  1862 369,286  56 


Increase $20,126  77 

The  aggregate  for  the  past  5  months.  .$1,796,707 
19627^: , 1,314,588 


Increase  35  per  cent I $482,119 

The  earnings  of  the  Chicago  and  Rock  Lsland 
railroad  for  May  were :  J    I 

For  passengers ^  .... $27,699  64 

For  freight  and  mails 3,715  28 


The  revenue  of  the  Baltimore  and  Ohio  railroad 
for  the  month  of  May,  has  been  as  follows: 
Main         Washington 
Stem.  Branch  Totals. 

Passengers.. $64,522  50    $26,625  33  $81,147  83 
Freight 160,427  51         5,693  33  153,120  00 


ToUl »8M14  92 


Total.... $204,950  01  $32,318  66  237,267  83 
The  receipts  of  the  corresponding  month  (May) 
of  last  year,  were  $141,734 13  from  the  Main  Stem, 
and  $33,140  25  from  the  Washington  Branch,  ma- 
king a  total  of  $174,974  38 ;  thus  showing  an  ag- 
gregate increase  of  $62,394  29,  of  which  over  $26,- 
000  was  from  passengers,  and  $37,000  from  freight 
on  the  main  stem. 

The  receipts  of  the  Milwaukee  and  Mississippi 
railroad  for  the  first  four  days  of  this  month,  were 
$3,000.     This  was  on  70  miles  of  road. 


Dayton    and  Western  Railroad. 

We  gave  last  week  the  recent  exhibit  published 
by  this  company.  We  learn  that  the  road, 
is  now  in  good  running  order,  the  ballast- 
ing of  the  track  having  been  nearly  completed, 
and  that  the  daily  receipts  from  ordinary  business 
equal  about  $200  per  day,  and  are  rapidly  increas- 
ing. From  the  Indiana  state  line,  the  Central  road 
is  making  rapid  progress,  and  will  be  completed 
jn  September  next.  A  greater  part  of  the  busi- 
ness of  this  road  will  be  thrown  upon  the  Dayton 
and  Western. 

The  route  occupied  by  both  is  not  only  identi- 
fied with  the  great  route  of  travel  which  has  been 
followed  since  the  first  settlement  in  the  west,  but 
the  one  upon  which  the  most  important  interior 
towns  of  both  states  have  grown  up,  making  it  the 
convenient  as  well  as  the  necessary  route  for  every 
business  man.  The  city  of  Dayton,  already  com- 
mands a  large  portion  of  the  trade  of  the  country 
traversed  by  the  Dayton  and  Western  road,  and 
must  either  remain  the  market,  or  the  point  in 
transitu,  of  the  products  of  the  country  lying  west 
to  the  markets  of  the  east.  We  see  no  reason  why 
the  stock  and  bonds  of  this  road  will  not  become 
favorite  secui  ities  for  investment. 


Rutland  Railroad. 

Wm.  Raymond  Lee,  Superintendent  of  the  Bos- 
ton and  Providence  railroad,  has  been  recently 
chosen  President  of  the  Rutland  railroad. 


Alexandria,  Iioudouu  and  Humpaltire  Rail- 
read. 

A  meeting  of  the  stockholders  of  this  company 
was  recently  held  at  Alexandria.  The  following 
notice  of  their  proceedings  we  copy  from  the  Al- 
exandria Gazette  : 

"  The  stockholders  of  the  Alexandria,  Loudoun 
and  Hampshire  railroad  company  held  their  first 
annual  meeting  yesterday.  The  usual  bushiess 
attending  an  organization  was  transacted,  and  an 
interesting  discussion  of  the  policy  and  prospects 
of  the  Co.  took  place,  upon  a  resolution  in  relation 
to  the  surveys  for  a  route,  which  was  finally  laid 
upon  the  table. 

Lewis  McKenze  was  unanimously  eiected  Presi- 
dent of  the  Company,  and  James  Mcllhany,  of 
Loudoun,  and  George  H.  Smoot,  of  Alexandria, 
Directors  on  the  part  of  the  Stockholders. 

Messrs.  Robert  H.  Miller,  ot  Alexandria,  Noble 
S.  Braden  of  Loudoun,  and  John  Bruce,  of  Win- 
chester, were  appointed  the  committee  to  examine 
into  the  affairs  and  proceedings  of  the  Company, 
and  report  thereon  at  the  general  meeting,  to  be 
held  in  this  place  on  the  third  Tuesday  in  October 
next. 

The  by-laws  of  the  Manassas  Gap  railroad  com- 
pany were  adopted  as  far  asadplicable,  and  Messrs 
Cassius  F.  Lee,  Dayid  FtuxBten,  and  A.Sidney  Tebbs 


were  appointed  a  committee  to  report  to  the  next 
meeting  luch  changes  therein  as  they  deem  expe- 
dient, 

The  aiumal  meetings  of  the  Co.  were  ordered  to 
be  held  iv  Alexandria,  on  the  third  Thursday  in 
October,  in  each  year." 

Great  VVeatern  Rail^Mray. 

We  have  the  report  of  the  Directors  of  this  Co., 
submitted  at  the  annual  meeting  of  the  stockhold- 
ers, held  at  Hamilton,  on  the  6th  inst.,  which  prc- 
thc  following  statement  of  the  affairs  of  the  Com- 
pany: 
The  amount  expended  upon   the   road 

up  to  30th  April,  1852,  was £383,039    8  5 

Amount  expended  from  April  30th, 

'52,  to  April  30th,  '63 £939,718  14  5 


Total  expenditure  up  to  April  80, 

1863 £1,322,758  2  10 

It  will  be  seen  that  a  large  amount  of  w  ork  has 
been  performed  since  the  last  annual  meeting,  and 
the  progress  already  made  is  such  as  to  insure  the 
greatest  advancement  of  the  work  during  the  pres- 
ent season.  All  the  important  structures  are  in 
rapid  progress  of  completion,  the  grading  is  in  an 
advanced  state,  and  arrangements  are  made  for  a 
vigorous  prosecution  of  the  work  along  the  whole 
line.  Most  of  the  rails,  of  the  best  description, 
and  purchased  before  the  recent  advance  in  iron, 
are  already  delivered,  and  the  balance  are  on  the 
way  from  England,  via  Quebec. 

The  Directoi-s  express  a  confident  belief  that  by 
adopting  the  most  energetic  measures  to  press  on 
the  work,  they  will  be  able  to  open  the  line  from 
the  Detroit  river  to  Niagara  by  the  1st  of  January 
next.  This  delay  beyond  the  time  anticipated  in 
the  last  report,  will  result  from  the  excess  of  the 
present  estimates  of  work  and  cost  over  those  sub- 
mitted at  the  last  annual  meeting. 

The  Directors  state  that  Mr.  Stuart,  who  first 
surveyed  the  road  and  estimated  its  construction, 
was  succeeded  by  Mr.  R.  G.  Benedict,  in  Septem- 
ber, 1851,  before  the  financial  position  of  the  com- 
pany had  allowed  them  to  commence  the  under- 
taking on  a  large  scale.  Mr.  Stuart's  estimates 
amounted  to  £1,326,000.  After  receiving  instruc- 
tions to  make  the  structures  of  the  lino  available 
for  a  double  track,  and  after  making  detailed 
measurements  of  the  line,  Mr.  Benedict  submitted 
a  revised  estimate,  which  exceeded  the  former  by 
£286,000  currency.  This  led  to  a  careful  investi- 
gation, on  the  part  of  the  Directors,  which  result- 
ed in  the  resignation  of  Mr.  Benedict,  and  Mr.  J. 
T.  Clark,  who  had  been,  for  some  time  time,  ap- 
pointed as  Commissioner,  was  appointed  ChiefEn- 
gineer,  November  9th,  1852.  Mr.  Clark  is  an  En- 
gineer of  high  standing  in  the  United  States,  and 
has  had  extensive  experience  in  the  construction 
of  public  works  there ;  and  these  facts,  combined 
with  the  knowledge  he  had  acquired  of  the  Great 
Western  line,  rendered  him  the  most  eligible  per- 
son to  fill  the  office  to  which  he  has  been  appoint- 
ed. Mr.  Clark's  present  estimates  have  exceeded 
the  amended  estimates  of  Mr.  Benedict  by  £336,- 
296  currency  ;  making  a  gross  excess,  over  the 
first  estimates,  of £622,295  currency. 

The  Directors  regret  exceedingly  that  they  have 
been  the  medium  of  deceiving  the  stockholders 
by  transmitting  such  loose  and  unreliable  state- 
ments of  their  prospects,  but  believe  the  extent  of 
the  deception  may  be  measured  by  the  ascertained 
extra  cost  and  loss  of  time,  and  that  the  stock- 
holders may  rely  upon  the  statements  and  esti- 
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mates  of  the  present  able  and  efficient  Chief  Engi- 
neer. 

The  Directors  cannot  avoid  expressing  their  con- 
viction that  the  road,  when  completed,  will  com- 
pare satisfactorily  with  any  works  on  this  side  of 
the  Atlantic,  and  that  the  whole  cost  of  the  line, 
when  completed  and  furnished  with  the  equip- 
ments for  the  conduct  of  the  traffic,  will  not  much 
exceed  £7,600  sterling,  per  mile ;  a  rate  that  will 
sound  startling  to  those  acquained  with  the  cost 
of  European  railways. 

Twenty  locomotives  are  contracted  for ;  also  26 
eight  wheel  passenger  cars,  20  emigrant  cars,  350 
freight  and  gravel  cars,  and  a  fair  proportion  of 
mail,  express,  baggage,  repair  and  hand  cars,  all 
of  which  will  be  delivered  in  ample  time.  Perma- 
nent and  substantial  workshops  and  stations  have 
been  contracted  for  at  Hamilton  and  London,  these 
points  being  the  centres  of  important  business  and 
the  proper  points  for  the  workshops  of  the  line. 
At  other  places,  inexpensive  buildings  will  be  er- 
ected, which  can  be  increased  or  perfected  as  the 
business  becomes  developed. 

The  arrangements  referred  to,  in  the  report  of 
1862,  in  regard  to  the  issue  of  shares  in  England, 
have  been  fully  completed,  and  in  the  early  part 
of  the  present  year  a  further  amount  of  shares  and 
bonds  was  oflfered  to  the  stockholders,  and  readily 
subscribed  for,  making  the  present  number  of 
shares  in  England,  and  the  amount  of  convertible 
bonds — the  issue  of  which  is  authorised  bjt/a  dis- 
tinct legislative  enactment — equal  to  about  £1,- 
200,000  currency  ;  the  various  calls  upon  which 
have  been  paid  with  the  utmost  regularity. 

The  present  session  of  the  provincial  legislature 
have  granted  an  act  authorising  the  increase  of  the 
capital  from  £1,600,000  to  £2,000,000  currency. 

After  the  incorporation  of  the  Guelph  and  Sar- 
nia  line  into  the  Grand  Trunk  prospectus,  a  mem- 
orandum of  an  arrangement  was  drawn,  which  will 
be  recommended  to  the  Boards  of  the  two  compa- 
nies as  the  basis  of  a  friendly  agreement,  by  which 
neithef'^ company  will  suffer  from  interference  or 
competition. 

As  the  proceedings  of  the  Grand  Trunk  compa- 
ny rendered  it  extremely  important  to  secure  the 
"  control  of  the  Hamilton  and  Toronto  railway,  it 
has  been  arranged  that  this  company  take  a  lease 
of  that  line,  at  a  rent  of  six  per  cent  on  its  guar- 
anteed cost,  with  an  equal  participation  in  all  di- 
vidends paid  by  the  Great  Western  company." 
The  directors  strongly  recommend  this  lease  to  the 
adoption  of  the  stockholders,  as  a  means  of  ce- 
menting the  Great  Western  interests  and  of  keep- 
ing the  whole  in  a  profitable  and  independent  po- 
sition. 

After  the  sanction  of  the  Guelph  and  Sarnia 
line,  the  directors  became  convinced  of  the  neces- 
sity of  extending  their  branch  from  London  to 
Sarnia,  this  being  part  of  the  original  scheme  and 
forming  from  its  position  and  route  a  valuable 
part  of  the  company's  system.  An  act  has  accord- 
ingly been  procured,  at  the  last  session,  authoris- 
ing the  construction  of  this  branch  by  an  indepen- 
dent company,  with  power  to  amalgamate  with  the 
Great  Western,  so  that  the  line  may  be  opened  un- 
der this  or  under  the  original  powers  of  the  Great 
Western  as  may  be  found  desirable.  The  directr 
ors  believe  that  satisfactory  arrangements  can  be 
completed  for  the  construction  of  the  Sarnia  Line 
under  the  original  charter,  and  recommend  that 


authority  be  given  them  to  commence 
struction. 
The  following  capital  account  is  appended. 

GREAT  WESTERN  RAILWAY  CAPITAL  ACCOUNT. 

Expen-  Since 
ditures  last  re-  ii 

per  last  port  to 

Re-  April  80,  Grand 


its  con-  {  quadrennial  (session  of  last  fall  Ihas  been  the  prin- 
cipal cause  df  this  extra  expense. 


port. 

£ 


The  lands  ^improved  and  uoiier  tillage  number 
I  2,261,488  adres  :  value  of  farrafeS66, 246,997  ;  farm 
[  implements  ind  machinery  S2]814,126 ;  live  stock 
I  $8,871,901;  orchard  products  B248,563 ;  domestic 
i  manufactured  $393,445.  We  rfcise  an  average  crop 
I  of  185,658  btishels  of  wheat ;  183,117  do.  of  rye  ; 
1,573,670  da  of  Indian  corn ;  9^3,381  do.  of  oats  ; 


'       Dr. 

Eastern  Division — 
42^  miles,  Niag- 
ara to  Hamilton, 
Grading,  mason- 
ry, bridging  and 
superstructure, — 

exclusive  of  iron.  6,337  109,996  116,333 
Central  Division, 
27"9  miles,  Ham- 
ilton to  London. 
Items  as  for  east- 
ern division. . . .  188,883  221,216  410,100 
Western  Division, 
110.3  miles,  Lon- 
don to  Windsor. 
Items  a''  for  east- 
em  division 10,152  160,298  170,460 

Gait  branch,  12.02 

miles.     Items  as  ; 
for  Eastern  divi- 
sion  11,245    21,918    33,164  730,047 

Cost  of  iron 59,532  212,691  272,223 

Right  of  way 40,770    58,166  98,936 

Engineering  for  the 

whole  line 23,087    22,408  45,495 

Locomotives,  cars  and  machinery 46,244 

Interest  on  shares  and  bonds .69,844 

Expenses  at  London  agency 83,935 

Other  charges 26,032 


1863.  Total.         toUl.  i  70,856  do.  of  peas  and  beai 
£  £  £ 


Total  expenditure  till  April  30,  1853. . .  1,322,758 
Balance 451,165 


£1,773,913 
Contra  :  Cr. 

By  amount  paid  on  49,166  shares. £842,913 
"  "        "    Bonds   issued 

1852,   and   convertible   into 


6  10 


in 


0    0 


shares  on  or  before  1856 443,500 

By  amount  Bonds  issued  in  1853, 
non-convertible,  redeemable  in 
1873 212,500 

By  Loan  from  the  Provincial  Gov- 
ernment      244,444 

Bv  Premiums  on  sale  ofProvincial 
'Bonds 30,655  11    0 


0    0 

9    0 


£1,773,913     5  10 


By  Balance £451.156    0    0 

By  amount  receivable  on  Stock . .    148,477    0    0 


£599,632    0    0 


■tAtlatieaTof  Ka-vr  Hampsteir*. 

The  following  statistics  of  New  Hampshire  will 
be  found  interesting.  They  are  from  the  recent 
message  of  Gov.  Martin : 

The  aggregate  banking  coital  in  the  State  is 
$3,226,000,  inclusive  of  Savings  Institutions,  the 
capital  of«R'hich  is  $2,132,218. 

There  are  6244  miles  of  railroad  in  the  State,  in 
running  order,  which  have  cost  $18,346,086  64  ; 
the  last  annual  receipts  have  been  SI, 768,465  98, 
and  the  net  revenue  averaging  nearly  4}<y  per  cent 
on  the  whole  investment. 

The  educational  institutions  in  the  State  are 
represented  to  be  in  a  flourishing  condition.  The 
number  of  persons  engaged  in  educational  pursuits 
is  stated  to  be  92,833 ;  the  amount  of  money  ap- 
plied for  the  purposes  of  education  $271,747  ;  and 
the  number  of  educational  institutions  of  everv 
grade  2,394 

The  State  debt  has  increased  during  the  last 
year  from  $66,196  08  to  nearly  $74,000.     The 


70,266  do.  of  bar- 
ley ;  65,265  *f  buckwheat ;  4,3*4,919  do.  of  pota- 
toes; and  wfe  produce  l,108,47J61bsofwool;  6,977, 
056  lbs  o<  bttter :  3,196,563  lbs  of  cheese  :  1,294,- 
863  lbs  of  nfeple  sugar.  ] 

There  arei  in  the  same  Statej  44  cotton  establish- 
ments in  operation,  covering  fin  investment  of  $10, 
950,560;  manufacturing  1 13,  l46,247  yards  of  cloth, 
using  93.02^  bales  of  cotton  :  Consuming  7,679  tons 
of  coal;  invplving  a  value  of  faw  material  of  $4,- 
839,429;  employing  2,911  mat,  and  9,211  female 
operatives  ;  disbursing  to  the  (former  $76,718,  and 
to  the  latten  $124,131  per  raohth — making  an  av- 
erage to  th<  males  of  $25  45,  land  to  the  females 
$13  47  per  month;  and  producing  an  aggregate 
value  of  pr(Wucts  of  $8,830,4l9.  Woollen  estab- 
lishments, $1  ;  investments  $2,437,700:  yards  of 
cloth  mauu  i'acturcd,  9,712,840;  pounds  of  wool 
used,  3,604  103 ;  tons  of  coal,j3,6(X) :  value  of  raw 
material  $1,267,293  ;  numbej-  of  males  employed, 
926 ;  females,  1,201 ;  entire  whges  pr  month,  males 
$21,177;  females,  $17,451 ;  average  wages  i>er 
month  for  ihe  former,  $22  84 ;  the  latter,  $14  51  ; 
value  of  ths  entire  products,  $2,127,746. 

'  nrabask  and  Eriv  CaM«l. 

About  tie  first  of  the  next?  month  the  Wabash 
and  Erie  C  inal  will  be  call  ^  completed.  It  is 
contemplaied  that  the  water^will  be  let  in  at  that 
time,  althdugh  the  canal  will  not  be  in  running 
order  for  several  weeks  thereafter.  Indeed,  it  will 
require  several  weeks  to  let  the  water  in  proi)erly, 
and  with  tlie  proper  precautions.  This  stupend- 
ous work  Is  by  far  the  groal'st  and  most  costly 
public  improvement  in  the  State.  The  first  act  of 
Congress  Ranting  lands  to  tliis  canal  was  passed 
in  1827,  aid  additional  granis  were  made  in  1841 
and  1845.  The  work,  howek-er,  was  commenced 
in  1832,  and  completed  to  lafayette  in  1842  ;  to 
CovingtoH  in  1846;  to  Coal  Creek  in  1847  ;  to  Ter- 
re  Haute  n  1849  :  to  Point  Commerce  in  1861 ;  to 
EvansvilU  in  1853.  Thus  jt  has  been  over  twen- 
ty years  s  nee  this  great  caiial  was  commenced. — 
The  lengt  i  of  the  Wabash  amd  Erie  canal,  in  Indi- 
ana, is  37  )  miles,  and  in  Ohto,  from  the  State  line 
to  Toledo  on  Maumee  Bay,  84  miles ;  making,  in 
all,  459  miles. 

The  vame  of  such  a  tremendous  artificial  chan- 
nel of  trafie  to  Evansville,  iis  Ohio  terminus,  can- 
not be  esnmated  at  this  title.  Our  people  may 
talk  aboiit  air  line  railroa<|s,  &C.,  most  valuable 
and  desirtable  improvements  as  they  are,  but  this 
canal  will  be  worth  more  po  Evansville  tiian  all 
else  comoined.  Bringing  jiown  the  tolla,  as  it  is 
intendedj  to  the  lowest  not^h,  heavy  freight  will 
be  carriefl  on  this  canal  at  t-ates  with  which  rail- 
roads cannot  compete.  4  lArge  portion  of  the 
year  it  will  supercede  the  ^abash  river  as  a  chan- 
nel for  bringing  to  the  Ohio  river  the  produce  of 
the  rich  Wabash  valley,  &u|l  conveying  back  mer- 
chandiseJ  &c. 

Yet,  immense  as  must  b4  the  trade  poured  into 
the  lap  df  Evansville  by  this  great  improvement, 
scarcely  ^n  effort  has  beeai  made  to  accommodate 
this  tradj.',  by  the  erection  of  warehouses,  &c. — 
The  busliesSj  however,  wit  soon  bring  the  means 
for  its  at^onmiodation,  yeii  a  considerable  portion 
of  trade  ^nust  be  lost  to  tbjs  city  during  the  sum- 
mer for  the  want  of  proper  warehouses.  We  hope 
in  the  fail,  when  we  shall  (sum  up  the  buildings 
erected  f  uring  the  season,  jto  have  the  pleasure  of 
placing  in  the  list,  several  large  and  sabstan- 
tial  vfxcQ  house);  and  ooipmission  stores  on  the 
canal.  i 

Be  this  as  it  may,  we  haf  with  joy  the  final  com- 
pletion df  the   canal.      N^w  for  a'celebration ! 

There  is  no  work  in  the  wlole  west  con^iarable  to 
this,  an4  certainly  in  view  of  its  speedy  completion 
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we  should  be  discussing,  if  not  preparing  a  cele- 
bration worthy  of  the  enterprise,  the  completion 
of  which  it  is  intended  to  commemorate.  What 
sav  our  friends  at  Terre  Haute  and  Lafayette  1— 
EvansviUe  Journal. 


■onia  and  Essex  Railroad. 

The  annual  report  of  the  Board  of  Directors  of 
the  Morris  and  Essex  rulroad,  submitted  to  a 
meeting  of  the  stockholders,  held  at  Dover  on  the 
8th  inst.,  states  the  receipts  for  the  year  to  have 
been  $149,941  48,  of  which  there  were  from  pas- 
sengers S91,267  02  ;  freights  S54,892  69 ;  mails  S3, 
471  77.  The  expenses  amounted  to  871,689  79, 
leaving  a  surplus  of  S79,251  69.  Gross  receipts 
for  the  year  ending  May  31,  1852,  were  3129,234 
29,  and  the  expenses  S74,377  06 ;  increase  in  re- 
ceipts over  the  previous  year  of  S20,707  19,  and  a 
decrease  of  expenses  of  S2,678  26.  The  surplus 
last  year  over  expenses  $10,282  85.  Two  semi- 
annual cash  dividends  amounting  to  $39,701  20, 
were  declared,  and  a  stock  dividend  of  ten  per  ct. 
has  been  placed  to  the  credit  of  the  stockholders 
amounting  to  $92,280 ;  of  this  $79,363  17  was  pla- 
ced to  the  debt  of  redemption  purchase,  closing 
that  account.  The  balance  of  $12,916  83,  to  pro- 
fit and  loss. 


Attica  and  Alle|;liaii]r  Rallread« ' 

The  object  of  this  road  is  to  open  a  communica- 
tion between  the  coal  fields  of  north- western  Penn- 
sylvania and  western  New  York,  as  well  as  tosup- 
ply  railroad  accommodations  to  one  of  the  best 
agricultural  portions  of  this  State.  The  road  com- 
mences at  Attica,  and  runs  to  the  Pennsylvania 
State  line,  a  distance  of  about  74  miles,  where  a 
junction  will  be  formed  with  the  Alleghany  Val- 
ley road,  of  Pennsylvania,  now  in  progress.  From 
Attica  a  direct  railroad  communication  exists  with 
Rochester,  so  that  with  the  roads  now  in  operation 
and  progress,  a  direct  railway  connection  will  be 
soon  opened  by  that  city  and  Pittsburg.  The  en- 
tire line  of  the  Attica  and  Alleghany  road  is  in 
progress,  to  be  completed  by  the  first  day  Octo- 
ber, 1864.  I  1 

Another  project  connected  with  the  above,  and 
which  must  add  greatly  to  its  vajue  and  import- 
ance, is  the  proposed  road  from  Buffalo  the  Penn- 
sylvania coal  fields,  and  which  will,  probably, con- 
nect at  a  common  point  in  the  Attica  line,  about 
30  miles  from  the  Attica  and  Bufi'alo;  both  bran- 
ches using  one  trunk  line  for  the  remainder  of  the 
distance.  The  project  of  a  railroad  to  the  coal 
fields  has,  for  some  time  past,  attracted  much  at- 
tention in  Buffalo,  and  the  great  necessity  for  such 
a  work  must  secure  its  early  construction.  Buffa- 
lo must  have  an  uninterrupted  communication  with 
the  coal  beds  at  all  seasons  of  the  year.  At  the 
present  all  her  supplies  of  Aiel  have  to  be  collect- 
ed during  the  season  of  navigation.  An  abundant 
supply  of  coal  is  an  indispensable  element  to  her 
progress.  The  Alleghany  Valley  road  too  ismtich 
needed,  to  supply  western  New  York,  with  every 
variety  of  lumber,  which  is  found  in  the  greatest 
abundance  in  northern  Pennsylvania,  which  is  now 
the  source  of  supply  of  this  article  to  a  very  great 
extent  of  country.  The  above  road  is  not  only 
required  to  meet  the  pressing  wants  of  an  already 
existing  business,  but  it  runs  through  a  section  of 
country  that  can  easily  contribute  a  larger  portion 
of  the  cost  of  construction. 

In  this  connection  we  give  a  copy  of  a  letter 
from  the  President  of  the  Buffalo  and  Alleghany 


Valley  road,  whice,  as  before  stated,  will  be  likely 
to  become  a  part  of  the  above  road. 

Bafltelo  and  Alleghany  Valley  Railroads 

Since  the  scheme  for  opening  a  railroad  commu- 
nication between  the  city  and  the  coal  fields  of 
Pennsylvania,  was  first  projected,  I  have  regarded 
it  with  earnest  favor ;  so  much  so,  as  to  be  "villing 
while  no  other  means  of  its  accomplishment  were 
presented,  that  the  city  credit  should  be  used  for 
that  purpose.  And  although  I  should  have  pre- 
ferred that  the  city  subscribe  directly  for  the 
stock,  as  in  the  case  of  the  Brantford  road,  I  even 
concluded  to  support  the  application  of  the  Buffa- 
lo and  Pittsburg  road  for  the  loan  of  the  bonds  of 
the  city,  when,  about  ten  days  ago  I  learned,  for 
the  first  time,  that  another  organization  was  con- 
templated, intended  to  accomplish  the  same  pur- 
pose without  any  such  auxiliary  aid.  Application 
was  then  made  to  me  to  interest  myself  in  that  en- 
terprise ;  I  said  "  I  must  know  more  about  the 
route,"  "didn't  wish  to  hazard  the  loss  of  both 
roads,"  "  must  be  satisfied  that  the  new  route  was 
feasible,  and  would  be  run" — and  that  a  favorable 
connection  could  be  made  with  the  Attica  and  Al- 
leghany Valley  railroad.  Since  then,  all  the  time 
at  my  command  has  been  devoted  to  a  thorough 
investigation  of  this  subject  and  with  the  follow- 
ing results : 
The  Attica  and  Alleghany  Valley  railroad  compa- 
ny, organized  last  fall,  have  now  under  contract 
their  entire  road,  from  Attica  southwesterly  about 
26  miles  to  Arcade,  and  thence  south  about  48 
miles  to  the  State  line  of  Pennsylvania.  A  large 
force  is  at  work  upon  this  road.  It  will  be  com- 
pleted ioXTC»dG  this  Fall,  and  is  to  be  finished  t^  f  he 
Stale  Line  by  Sept.,  1864. 

Arcade,  or  a  point  between  there  and  Yorkshire 
two  and  a  half  miles  west,  is  directly  in  line  of  the 
survey  made  by  Mr.  Wallace,  for  a  road  from  Buf- 
falo to  the  coal  fields,  and  which  he  pronounces 
the  most  feasible  route  to  that  region. 

A  company  has  been  organized  under  the  title 
of  the  "Buffalo  and  Alleghany  Valley  Railroad 
Company,"  over  $1,000  per  mile  has  been  sub- 
scribed, ten  per  cent  paid  in  in  cash,  a  charter  se- 
cured, a  board  of  directors,  consisting  of  Hon.  C. 
0.  Shepard,  and  C.  J.  Parker,  of  Arcade ;  Lewis 
Marsh,  of  Yorkshire,  B.  H.  Colgrove,  of  Sardinia, 
P.  D.  Riley,  of  Holland,  Wm.  C.  Russell,  of  South 
Wales,  Robert  Person,  James  M.  Paine,  Jabez  Al- 
len, and  Aaron  Riley,  of  Aurora,  and  Silas  Hem- 
enway,  Wm.  Wallace,  and  A.  L.  Baker,  of  Buffa- 
lo, elected  and  each  member  of  that  board  expresses 
the  determination  that  the  road  shall  be  speedily 
built. 

A  favorable  contract  has  been  made  for  the  con- 
struction of  the  Buffalo  and  Allighany  Valley  rail- 
road to  be  graded  to  Aurora,  by  Nov.  1863,  and 
completed  to  the  Junction  by  July,  1854. 

An  arrangement  has  been  made  with  the  At- 
tica and  Allegny  Valley  railroad  company,  by 
which  the  Buffalo  and  Allegny  Valley  railroad 
Company  have  secured,  among  other  things. 

The  right  to  connect  with  that  road  near  Catta- 
raugus Creek,  and  to  pass  over  that  portion  of  their 
road  south  of  the  Junction,  without  any  hindrance, 
and  on  the  time  table  of  the  latter  road,  upon 
just  terms. 

2.  The  right,  at  the  option  of  the  Buffalo  and 
Allegny  Valley  railroad  Company,  to  stock  that 
road  against  their,  or  consolidate  tt^  two  roads  on 
just  terms  by  arbitration. 

3.  The  right  to  build  a  second  track,  if  it  shall 
be  found  necessary,  over  and  upon  their  right  of 
way,  from  the  Junction  to  the  State  line,  and  when 
that  shall  be  done,  to  use  both  tracks  as  a  double 
track  road. 

Now,  fellow  citizens,  the  facts  above  stated  have 
induced  me  to  believe  that  all  the  desirable  ends 
to  be  secured  by  lending  your  credit  to  the  Buffa- 
lo and  Pittsburg  company,  are  within  your  reach 
without  assuming  the  burden  of  a  $400,000  loan. 

The  substitute  road  is  but  30  miles  long.  It 
passes  through  the  valley  of  the  Cazenovia  Creek, 
over  the  most  productive  region  of  Erie  County. 
It  re-opens  a  commuaication  between  your  stores 


and  markets  and  the  vallies  of  the  Cattaraugus  and 
Upper  Tonawanda,  which  has  been  suspended  by 
the  Erie  railroad. 

It  gives  you  the  same  benefits,  in  respect  to 
cheapening  fuel,  which  are  promised  by  the  other 
Co. 

And  last,  though  not  least  in  importance,  it  ren- 
ders it  entirely  unnecessary  to  increase  your  al- 
ready large  and  constantly  augmenting  liabilities. 

A.  L.  Baker. 


Tne  Chilled  Cast  Iron  Slip  Tire. 

The  economy  of  any  mechanical  arrangement 
must  depend  upon  the  expense  of  its  first  applica- 
tion and  subsequent  maintenance;  its  safety  against 
sudden  failure,  and  on  its  duration  for  constant 
service.  Many  years  ago  a  valuable  improvement 
was  made  and  introduced  upon  the  Baltimore  and 
Ohio  railroad.  Without  any  noisy  pretension,  the 
thing  sustained  itself,  and  it  has  now  become  a 
permanent  part  of  the  motive  power  of  that  great 
road.  This  improvement,  was  the  application  of 
the  cast  iron  tire,  confined  without  strain, to  a  cast 
iron  wheel.  Upon  every  point  in  which  the  merits 
of  any  mechanical  application  may  be  discussed, 
the  chilled  tire  has  proved  its  superiority  over  the 
wrought  iron  tire. 

Its  first  cost  on  the  present  engine  stock  of  the 
Baltimore  and  Ohio  railroad,  is  $40,000  less  than 
if  wrought  tires  had  been  adopted;  its  yearly 
saving  in  expense  for  maintainance  isfrom  $26,000 
to  thirty  thousand  dollars.  In  the  whole 
experience  in  the  use  of  nearly  or  quite  1,- 
600  of  these  tires  upon  that  road,  but  two  have 
ever  broken  through  the  rim,  and  these  were 
among  the  first  used.  The  duration  of  the  tire  is 
equal  to  the  best  wrought  tires,  and  in  the  partic- 
ular case  of  the  Baltimore  and  Ohio  road  exceeds 
their  duration.  Its  safety  under  all  the  circmn- 
stances  of  severe  shocks,  hard  wear,  and  in  in- 
tense frosts,  is  unquestioned.  Its  adhesion  is  am- 
ple, as  is  attested  by  the  fact  of  the  substitution  of 
six  chilled  tires  in  place  of  eight  wro't  iron  tires, 
under  all  the  heavy  burthen  engines  of  the  Phila- 
delphia and  Reading,  and  the  Baltimore  and  Ohio 
railroads.  The  whole  chilled  wheel,  (which  pre- 
sents the  same  wearing  surface  as  the  chilled  tire, 
but  is  infinitely  inferior  in  point  of  economy)  is 
now  becoming  very  generally  used  on  the  New 
England  roads,  and  so  far  as  its  service  and  efficien- 
cy are  concerned,  it  givesthe  best  satisfaction.  The 
removable  tire  is  the  only  economical  application 
of  the  chilled  surface,  and  the  present  patented 
method  of  its  attachment  as  adopted  on  ^  more 
than  one  hundred  of  the  Baltimore  and  Ohio  en- 
gines, is  thu  most  elegant  and  affords  the  most  se- 
curity, when  compared  with  any  plan  yet  tried. 
This  tire  is  recommended  particularly  for  freight, 
gravel  and  depot  engines. 

Hudson  RlT-er  Railroad. 

The  election  for  directors  of  the  Hudson  River 
railroad,  was  held  on  the  13th  inst.,  and  the  fol- 
lowing gentlemen  were  chosen:  Messrs.  James 
Hooker  of  Poughkeepsie,  Erastus  Coming  of  Al- 
bany, John  Wilkinson  of  Syracuse,  James  C.  For- 
syth, of  Kingston,  Nelson  J.  Beach,  of  Poughkeep- 
sie,  and  Edwin  D.  Morgan,  Henry  Young,  John 
David  Wolfe,  Edward  Jones,  Moses  H.  Grinnell, 
Drake  Mills,  Joseph  Tuckerman,  and  J.  Boorman 
Johnston  of  New  York.  And  at  a  subsequent 
meeting  of  the  board,  Edwin  D.  Morgan,  was  re- 
elected president,  Nelson  J.  Beach,  vice-president, 
Thomas  M.  North,  secretary,  and  John  M.  Hop- 
kins, treasurer. 
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Clevoland,  Medina  *n*  TM»ear«w»» 
Railroad. 

This  company  was  incorporated  in  1861,  under 
the  name  ot  Coshocton,  Wooster  and  Cleveland 
railroad  company,  but  the  name  was  subsequently 
changed  as  above. 

The  route  of  this  road  commences  at  Rawson- 
ville,  Grafton,  on  the  C.  C.  &  C.  railroad,  25  miles 
from  Cleveland,  thence  runs  to  Medina,  13  miles, 
thence  to  Seville,  to  Dalton,  to  Dover,  to  New  Phil- 
adelphia, thence  to  a  point  on  the  Ohio  river,  op- 
posite Wheeling.  The  length  of  the  proposed  road 
will  be  130  miles. 

This  road  will  cross  the  C.  Zanesville  and  Cin- 
cinnati raikoad  near  Orrville ;  the  Penn.  and  Ohio 
raih-oad  is  at  Fairview,  and  the  Steabenville  and 
Indiana  railroad  near  New  Philadelphia. 

There  are  now  under  contract  41  miles  to  Dal- 
ton, to  be  completed  to  that  point  ready  for  the 
cars  by  the  first  of  May,  1854.  It  is  expected  the 
road  will  be  open  and  cars  running  to  Medina  by 
the  1st  of  January  next. 

The  following  will  show  some  of  the  character- 
istics of  the  line : 

Miles. 

Length  of  line 418 

Length  of  straight  line 36.3 

Length  of  curved  line 5.5 

Degrees  of  curvature 6.75 

Per  centage  of  curved  line 14.100 

The  average  cost  of  the  road  from  Grafton  to 
Dalton — where  it  enters  the  coal  fields — fully  e- 
quipped  and  provided  with  station  buildings,  all 
done  in  a  first  rate  manner  it  is  estimated  will  not 
exceed  $14,675per  mile. 

^rincliester  and  Alabama  Railroad. 

From  the  second  annual  report  of  the  directors 
of  this  road,  we  learn  that  upon  that  portion  of  its 
line,  lying  within  the  state  of  Tennessee,  one-half 
of  the  grading  has  been  completed ;  the  masonry 
entirely,  and  the  bridging  nearly  finished,  and  that 
no  obstacle  now  exists  to  an  early  completion  of 
the  road. 

The  means  applicable  to  the  Tennessee  portion 
of  the  line  are  as  follows : 
Stock    subscribed    by     the     Town    of 

Winchester $26,000 

Stock     subscribed     by    the    Town    of 

Nashville 50,000 

Do        do        do     Individuals 44,600 

State  loan  of  S8000  per  mUe 192,000 


$311,600 
The  estimated  cost  of  the  Tennessee  portion  of 
the  road,  24  miles,  is  $279,200,  to  which  is  added 
$70,000  for  equipment. 

The  road  is  to  be  extended  into  Alabama,  to 
connect  with  the  Memphis  and  Charleston  railroad 
at  some  convenient  point  east  of  Hnntsville.  The 
Alabama  portion  of  the  line  will  be  about  twenty 
miles  long.  This  portion  of  the  line  has  been  sur- 
veyed, and  will  probably  be  placed  \mder  contract 
without  delay. 

Obio. 

CincinTuUi,  Wilmington  and  Zanesville  Rail- 
road.— The  annual  meeting  of  the  stockholders  of 
this  road  was  held  in  Circleville  on  the  19th  inst. 
The  Directors  of  last  year  were  unanimously  re- 
elected. They  are  F.  Corwin  and  L.  Fitzhugh,  of 
Clinton  county ;  D.  McLean,  of  Lafayette ;  W 
Griswold,  of  Pickaway ;  W.  Medill  and  D.  Tall- 
madge,  of  Fairfield,  aad  J,  A.  Adams,  of  Musking- 
um.     ./.'-i&iA>i>-i:''''^' 


Mr.  Corwin  was  unanimously  re-elected  Presi-j 
dent,  W.  M.  Triplet,  Secretary,  and  J.  Radabaugh 
Treasurer.    We  learn  that  the  road  is  expected  U> 
be  completed  to  Zanesville  by  the  fourth  of  July, 

!«"•    .:  . .  il 

Railroad  Item*. 

The  Grand  Jury  of  Beaver  county,  Penn.,  has 
recommended  the  County  Coipmissioncrs  to  sub- 
scribe one  hundred  thousand  dollars  to  the  stock  of 
the  Cleveland  and  Pittsburg  railroad. 

The  Directors  of  the  Bingarapton  and  Utica  rail- 
road have  elected  Alfred  Munsen,  of  Utica,  Prcs.; 
Edward  Tompkins,  Vice  President,  and  J.  M.  Tow- 
er, of  Waterville,  Secretary. 

The  city  of  Milwaukee  has  voted  in  favor  of 
loaning  the  city  credit  for  two  hundred  thousand 
dollars  to  the  Fond  du  Lac  and  Oshkosh  railroad. 
The  vote  was  746  in  favor  to  sixteen  against  the 
measure.  ■  '  jj 

The  election  in  Buffalo  for  loaning  the  credit  of 
the  city  to  the  Buffalo  and  Pittsburg  railroad,  has 
resulted  in  a  majority  of  two  hundred  in  favor  of 
the  loan. 

The  second  branch  of  the  Baltimore  City  Coun- 
cil have  passed  the  ordinance  to  guarantee  the 
bonds  of  this  road  for  one  million  dollars,  which 
had  previously  passed  the  first  branch. 

The  Peru  and  Indianapolis  railroad  to  Tipton, 
40  miles,  will  be  completed  this  week,  and  the  bu- 
siness upon  it  is  remarkably  large  for  an  incom- 
plete line,  over  one  hundred  passengers  daily  pass- 
ing over  it.  For  a  distance  of  28  miles  the  road 
has  been  in  operation  for  some  time.  The  whole 
line  to  Peru  will  be  finished  and  in  operation  ear- 
ly in  the  coming  fall. 

The  business  of  the  Madison  and  Indianapolis 
railroad  continues  good,  and  notwithstanding  the 
competition  of  other  lines,  will  for  the  current  six 
months  ending  with  the  present  month,  show  a 
handsome  increase  over  the  corresponding  period 
of  last  year.  The  usual  semi-annual  dividend  will 
be  declared  next  week. 

The  second  annual  report  of  the  chief  engineer 
of  the  Syracuse  and  Binghampton  railroad,  states 
that  an  average  of  fifteen  hundred  men  have  been 
employed  on  the  heavy  sections  of  the  road  since 
November  last,  and  that  there  is  no  doubt  that  the 
road  bed  will  be  ready  for  the  rails  by  the  first  of 
September  next.  The  contracts  for  grading  and 
masonry  were  let  in  July  last,  in  three  divisions  of 
26,  29,  and  27  miles  each.  The  estimated  cost  of 
the  road  is  $1,809,095. 

The  directors  of  the  Junction  railroad  of  Ohio, 
were  re-elected  last  week  in  general  meeting  of 
the  stockholders  at  Elyria.  At  the  same  time 
Judge  Lane  and  £.  C.  Litchfield  were  made  com- 
missioders  to  settle  the  details  of  consolidation 
with  the  Norwalk  and  Toledo. 

A  meeting  of  merchants  was  held  in  Philadel- 
phia, on  Monday,  to  take  into  consideration  the 
propriety  of  subscribing  to  the  capital  stock  of  the 
Maysville  and  Big  Sandy  railroad  company,  in 
Kentucky.  A  committee  was  appointed  to  obtain 
the  requisite  amount  by  private  subscription. 

The  entire  issue  of  $200,000  by  the  Wilmington 
and  Manchester  railroad,  7  percent.  Second  mort- 
gage bonds  has  been  negotiated,  so  as  to  justify 
the  immediate  completion  of  the  road. 

James  C.  Hall,  Esq.,  has  been  chosen  president 
of  the  Ohio  and  Penn.  railroad,  in  place  of  A.  T 
£4is,  resigned. 


'I 


Cumberland    And   Pennajrliraaia   Railroad. 

A  company  has  recently  been  oi^anized  for  the 
construction  of  a  railroad  from  Colnberland,  Md., 
to  the  Pennsylvania* state  line,  and  the  following 
gentlemen  choseti  directors,  viz  :  John  M.  Forbes, 
of  Boston,  John  F.  Winslow,  of  Tr«y,  Warren  De- 
lano, and  J.  B.  Vamum,  of  New  Tork,  and  John 
A.  Graham,  of  Mount  Savage.  Th*  charter  of  this 
company  authca-ises  the  construttioii  of  a  road 
from  Cumberlartd  to  the  Pennsy|raiiia  line,  and 
also  of  lateral  noads  extending  iii  any  direction 
from  the  main  line.  Under  a  reteiit  amendment 
the  company  a*e  authorised  to  pfrchase  the  rail- 
road owned  by  the  Mount  Savag^  company,  nui- 
ning  from  Cumberland  to  the  mines  at  Frostburg. 
Arrangements  have  been  made  jto  consummate 
this  purchase,  with  a  view  to  the  Extension  of  the 
Mount  Savage  to»d  from  a  point  about  five  miles 
from  Cumberlaild  to  the  Pennsyltania  line,  there 
to  connect  with  the  contemplated  toad  from  Cham- 
bersburg,  through  Bedford  to  the  same  point. 

The  new  com|)auy  also  intend  to  extend  the  Mt. 
Savage  road  to  Lonacouiug,  the  George's  Creek 
Valley,  passing  over  the  Frostburg  hill  by  means 
of  an  inclined  plane.  When  this  road  is  completed 
the  coal  of  the  George's  creek  valley  will  be  af- 
forded an  outlet  to  the_Chesapeake  and  the  Ohio 
canal  by  a  continuous  railroad  of  about  23  miles 
in  length. 


-I. 
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Con<;ord  Railroap* 

We  have  the  twelfth  annual  report  of  this 
company,  for  the  year  ending  iMarch  31,  1«63, 
which  presents  the  following  sla^ment  of  its  af- 
fairs 

.$305,805  66 
.   lt>3,968  67 


../£ 


Receipts  of  theroadr^. . 
Expenses .^^ 


Leaving  a  balance  of .j $141,836  VSi 

From  which  was  paid  for 

tax  on  capital  stock. . .   $10,00$  44 

Two  dividends  of  4  per 
cent  each 118,80<)  00 

Manchester  and  Lawrence 
Co.,  on  apportionment  [  f 
of  joint  throRigh  busi- 
ness       3,600  100— $132,803  44 


Balance  to  deterioration  and  coDt|ngeut 
account L..; $9,533  56 

Expenses  on  construction  accoiutt  for 
the  year $10,924  00 

Total  expenditkire  on  constructiob  ac- 
count to  date. L...  1,409,097  79 


r 


Leaving  an  unexpended  capital  if. .     $76,902  21 

From  which,  deducting  loaa  to 
Portsmouth  road,  there  is  a  bal- 
ance of 26,902  21 

The  tonnage  for  the  year  has  been  76,711  tons 
up,  and  173,2d0  down ;  in  all  249,%1  tons.  Pas- 
sengers carried  one  mile  4,987,342,  or  equal  to  144,- 
560  over  the  whole  road. 


Hemr  '^ork  and  Krie  Railroad. 

Homer  BemBdell,  Esq.,  of  Newburg,  has  been 
appointed  President  of  the  N.  Y.  and  E.  railroad, 
to  fill  the  vacancy  occasioned  b^  the  resignatioa 
of  Mr.  Loder. 


* 


m 


"  Gardner^s  Rock  Drill.''  1  > 

DESIGNED  for  TimimlKng    Quarry  use,  and  Rock  Ixc«Ta- 
tiuoa  oC  all  d^achptioas,  by  the  use  <3f  which  a  ■aviog  of  60 
to  75  per  cent  is  Elade. 

Applications  for  Territorial  Eights  aod  llachinee  must  be  mad* 
to  the  Pateiitee.  O.  ABTUOR  OA&DNSK, 

Trinity  B«ik1ingi|  Broodwi^, 
Jum9,im,  lioirXo^ 
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Notice  to   Contractors. 


CATTAWISSA,  WILLIAMSPORT  AND  ERIE 
RAILROAD. 

SEALED  proposals  will  be  received  at  the  Engi- 
neer's OflSce,  in  Cattawissa,  Columbia  Co.,  Pa., 
until  the  first  day  of  July  next,  for  the  Qrading, 
Masonry,  and  Track-laying  of  that  part  of  the  Cat- 
tawissa, WilliaiQsport  and  Erie  railroad,  extend- 
ing from  Cattawissa  to  Milton,  a  distance  of  about 
25  miles. 

The  work  will  be  divided  into  sections  of  about 
one  mile  in  length,  and  profiles,  &c.,  of  the  work 
will  be  seen  at  the  Engineer's  Office  iu  Cattawissa 
for  ten  days  previous  to  the  day  of  letting. 

THOMAS  A.  EMMET, 

Chief  Engineer. 

■ 

Valuable  Works  on  Enginee- 
rings, xueclianics,  Railways, 
Steam  Engines,  etc. 

CRESY'S  ENCYCLOPEDIA  OF  CIVIL 
ENGINEERING i $lt  00 

MAHAN  S  ELEMENTARY  COURSE  OF      ■■ 
CIVIL  ENGINEERING $  00 

MILLLNGTON'S   ELEMENTS  OP  CIV- 
IL ENGINEERING ^  50 

GREGORY  S  COMPLETE  COURSE  OF 
CIVIL  ENGINEERING 2  00 

LAW'S  RUDIMENTARY  CIVIL  ENGI- 
NEERING, in  a  parts M 

DEMPSEY'S   PRACTICAL   RAILWAY 
ENGINEER 11:  00 

QUESTED'S  RAILWAY  SURVEYING.     1:  76 

RITCHIE  ON  RA ILWAYS i l!  76 

LECOUNT'S    RAILWAYS— Their  Con- 
struction and  Management 1  37 

WHISHAW'S  RAILWAYS  OF  GREAT 
BRITAIN  AND  IRELAND 7  00 

BORDEN'S     FORMULA   FOR     CON- 
STRUCTING RAILROADS 2  60 

TRAUTWINE  ON  RAILROAD  CURVES    1  00 

Do.          ON  EXCAVATIONS  AND  EM- 
BANKMENTS       1  00 

(LIST  TO  BE  CONTINUED.) 

\*  A  large  assortment  of  Enguieering  and  Me- 
chanical Works  kept  constantly  on  hand,  and  all 
new  works  received  as  soon  as  published. 

JOHN  WILEY, 
Importer,  Publisher  and  Bookseller, 
1H7  Broadway,  New  York 

June  16,  1853. 


GREAT    MTBSTEUN  MA1I<   LIHE.-.SIXtY 
MILES  DISTANCE  SAVED,  by  taking  Uie  MICHIGAN 
SOUTHERN  AND  NORTHERN  INDIANA   RAILROAD.— 

TbrouKh  tickeU  Cot  Cliica^^o,  St.  Luuja,  Milwaukee,  Kucine,  Ken- 
osha, Waukegiui,  ami  Sliuboygen,  by  New  York  ami  Erie  Rail- 
road via  Dunkirk,  ami  Buftalo  and  New  York  City  Rallrowl  ; 
People's  Line  of  Steamboats,  Hudoon  River  Railroad,  via  Huf 
falo,  connecting  at  Buttalo  with  the  .splendid  !>teaoiers  EMl'I|t£ 
STATE,  J.  Wilson,  Commander,  Monday!)  and  Thursday; 
SOUTHERN  MICHIGAN,  D.  Perkins,  Commander,  WW- 
nesdays  and  Saturdays;  NORTHERN  INDIANA.  I.  T.  PHBAtT, 
Commander,  Tuesdays  and  Fridays  ;  leaving  BultUlo  every  ere- 
niiig  (Sundays  excepted.)  These  steamers  arc  low  pressure, 
buillt  expressly  for  the  Lake  trade,  and  for  finish,  »i>eed,  8tren)(Ui 
an<l  satjty,  have  no  superiors  any  wlieru 

The  coiuiectiuus  with  tlie  Express  Trains  at  Toledo  and  Mdn- 
roe,  for  Chicago  and  St  Louis,  ar«  perfect,  and  can  be  reled 
upoo. 

Forty  hours  from  New  York  to  Chicago.  Tinie  and  mon|ey 
saved  by  taking  this  Line;. 

Pas<ieiigers  preferring  it,  can  take  tlie  Lake  Shore  Railroad  to 
Totedo,  the  Michigan  Southern  and  Northern  Indiana  Railrolid 
to  Chicago,  Uience  by  the  Kuck  Islaml  Railroad  tu  La  Salle, 
forming  Uie  only  continuous  line  of  Railroad  to  the  lUiuois  rivtr. 

For  through  tickets  or  freight  apply  to 
JOON  F.  PORTER,  Agent,  193  Broadway,  cor.  Doy  st 

Richard  Norris.  Henrt  Latimer  Norris.> 

Richard  Norris  &  Son, 

NORRIS'   LOCOMOTIVE   WORKS,  Bush  Hill, 
PHILADELPHIA, 

MANUFACTURE  to  order  Locomotives,  exclusively,  on  aiy 
plan,  or  of  any  size — of  best  materials  and  workmansh^. 
Their  Works  having  been  this  year  grtsatly  enlarged,  and  iVimiah- 
ed  with  the  most  approved  Tools,  they  are  enabled  now,  having 
a  large  number  of  Workmen  em{Joyed,  to  execute  orders  with 
despatch.  1 

/une9,Vm. 


To  Engineers  and  Steamboat  Captains. 
EXPLOSIONS    PREVENTED  I       ^ 


FOR  DISSOLVING  INCRUSTATIONS  IN  STEAM  BOILERS. 


BRANDS'  LIQUID  is  the  name  of  a  fluid  recently  in  use  throughout  all  Europe,  by  the  application  of  which  the  incnistatio  ns 
in  Steam  Boilers  are  dissolved  or  totally  avoidejd,  without  affecting  in  the  least  the  material  of  Uie  boiler. 
Chemical  examinations  and  experience  have  fUlly  ascertained  that,  by  the  application  of  this  fluid,  no  harm  whatever  is  done  to 
the  material  of  wliicb  the  tioilcr  consists. 

To  dissolve  the  liardened  iocrustatiOD  in  Steam  Boilers,  pour  every  10  or  14  days,  in  prop>ortioa  as  the  boiler  is  daily  fur  a  longer 
or  shorter  Ume  heated,  the  quantity  of  Brands'  Liquid  to  Uie  water  in  the  boiler  as  shown  in  the  following  table : — 

TABLE  FOR  CLEANING    INCRU8TED  BOILERS. 


STEAM  BOILERS. 

Which  are  daily  from  10  to  16  hours  heated,  and  which  have  a 
power  of  evaporation  of 

From 


1  to 

10  Horse  Power, 

10  to 

20 

t( 

20  to 

30 

ti 

30  to 

46 

(1 

45  to 

66 

it 

66  to 

110 

(1 

110  to 

160 

u 

160  to 

220 

u 

220  to 

300 

It 

300  to 

400 

u 

400  to 

600 

It 

QUANTITY 
Of  Bramdb'  Liqcio  wanted 


Every  10  to  14  days. 
4  to    6  Quarts, 

6  to   9      " 

7  to  10      " 
10  to  14      " 

12  to  17      " 

13  to  19  " 
15  to  21  " 
18  to  26  " 
20  to  29  " 
22  to  31  " 
24  to  36      " 


I  Per  year— Barrel  of  40  galls. 

H  Barret 
■.     1 

IX  " 
2         It 

an  " 
tA  " 
a      " 

8X  " 

Z\  " 

4  " 

4X  " 


If  Brand's  Li<iuid  is  regularly  used,  the  incrusted  Boilers  are 
wittiin  three  to  five  months  clean  ;  and  to  iire\eiit  any  fiirUier 
incrustation  in  such  or  new  Boilers,  the  use  of  Bland's  Li<|uid 
must  not  be  interrupted,  but  about  two-thirds  of  the  ^tated  quan- 
tities in  the  table  given  to  the  water  in  the  Boilers. 

The  Boilers  of  Locomotives  require  every  two  da>'s,  in  pro- 
portion to  their  (lower  and  time  of  service,  only  two  and  a-half  to 
four  quarts  of  Brand's  Liquid,  which  every  second  day  is  poured 
into  the  water  in  the  Tender. 

As  often  as  the  water  in  the  water-gauge,  on  Stationary,  Ship 
or  Locomotive  Boilers,  becomes  of  a  mudd>  appearance,  the 
Boiler  must  be  blou'n  out  and  cleansed  from  the  stones  and  dirt 
which  have  settled  to  the  bottom  of  the  Boiler. 

The  incrustation  which  in  this  manner  is  removed  Is  soft,  or  in 
pieces,  which  are  commonly  of  a  cruinblingVaii>l  brilliant  texture 
and  have  a  brown  color. 

In  some  parts  of  the  coiuitry,  and  in  Marine  lioiler.<,  the  incrus- 
tuUon  is  often  very  hard,  and  to  remove  Uiis,  the  lar;;i.'r  quantities 
in  the  given  tabic  are  required.  The  pieces  of  this  incrustation 
which  are  removed  by  the  use  of  Brand's  Liquid  ha\u  lost  their 
glassy  texture,  and  though  they  commonly  retain  some  hard- 
ness, they  have  a  brown  color,  and  a  corrosive  and  decayed  ap- 
pearance. 

To  remove  Uie  incrustation  of  Marine  Boilers,  larger  quantities 
of  Brand's  Liquid  are  required,  in  proportion  as  by  the  removal 
of  the  brine  a  quantity  of  the  feed-water  is  blown  out  By  any 
simple  contrivance  Brand's  Liquid  nuiat  be  brought  into  the  boil- 
er in  small  portions,  or  mixed  with  the  feed  water. 

Brand's  Liquid  is  not  injurious  to  the  Boiler  if  itisused  in  large 
quantities,  even  if  the  Boiler  is  entirely  flUed  w  itb  it  and  beat^ 
but,  in  general  the  quantity  as  i.s  stated  in  the  table  must  not  l>e 
exceeded,  because  in  connection  with  large  iiuantities  of  incrus- 
tation the  Liquid  generates  inucli  priming  and  motion  of  the  wa- 
ter, which  might  prove  injurious  to  the  annexed  machinery,  espe- 
cially in  Ship  Boilers  and  Locomotives  which  have  no  large  steam- 
chebts. 

The  above  table  is  made  by  jinictical  experience,  so  that  only 
a  gentle  working  of  Brand's  Litjiiid  is  allowed,  entirely  IVee  from 
any  danger,  for  the  Boiler  once  projicrly  cleaned,  the  proprietor 
will  by  ezperiiDunts  easily  ascertain  Ihe  minimum  quantity  of  Li- 
quid that  is  required  for  tlie  Biiiicr. 


Should  it  be  required  to  clean  old  incrusted  Boilers  by  the  use 
of  Brand's  Liquid  in  a  few  days,  then  it  is  only  necessary  to  pour 
:  one-half  to  three-fourths  of  a  hogshead  at  otice  into  the  water  in 
I  the  boiler,  and  heat  it  from  six  to  eiglit  days  gently  to  boiling 
;heat,  for  whidi  ojieratiou  tlie  Boiler  must  be  put  out  of  servkie. 
j  In  Locomotives  where  the  steam-chests  are  small,  Brand's 
I  Liquid  must  be  used  oflener  In  small  quantities  as  before  stated. 
A  Locomotive  out  of  service  may  be  cleaned  within  6  or  8  days 
by  the  use  of  a  large  quantity  of  Brand's  Liquid,  (one-fourth  to 
one-half  a  hogshead. 

It  would  be  needless  to  enter  into  a  long  discussion  on  the  ad- 
vantages in  using  Brand's  Liquid  for  cleaning  steam  generators 
being  ftiUy  aware  that  it  destined  tor  the  use  of  the  most  inteUi- 
[gent  part  of  the  public,  and  it  may  therefore  suffice  to  meotioa 
(its  advantages  in  a  few  words,  as  folk>wB  : 

1.  Less  repair  of  Boiler. 

Z  Increased  generation  of  steam,  or  saving  of  fuel 

I  3.  The  expense  of  hammering  and  loosening  the  incrustatioo 
is  saved. 

I     4.  Less  interruption  of  businesa 
I    6.  The  Boilers  remain  tighter.  '• 

6.  The  duration  of  tho  Boilers  is  increased,  especially  of  toco 
lOiotives  and  Tube-Boilers  In  general 

{  7.  Three-qgarters  of  the  causes  of  Boiler-explosiotw  are  re* 
•moved. 

VS"  Price  iKr  barrel  $20. 
I 

j  The  patentees  are  so  confident  of  the  merits  of  this  inveo* 
tioo,  that  they  offer  one  barrel  gratis  to  parties  willing  to 
make  a  trial,  to  be  paid  for,  only  iu  case  of  success  and  of  fu* 
Iture  orders. 

I    Brand's  Liquid  is  used  with  the  beet  effect  by  the  Cincinnat 
AVater  Works,  and  many  other  establishments  in  the  West 
,  Address  BRAND,  BROTHERS, 

I  Toledo,  Obiow    . 

Sole  Patentees  both  in  Europe  and  the  United  States 

Or,  F.  DUFAI8, 

43  New  Street,  New  York. 
May  28,  1863. 
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ICtna  Car  Works. 

BILLMETSR  ic  S.'tf  ALL,  YORK,  Pa.,  Propkibtors. 

WE  are  manufacturing  to  order  and  by  contract,  Baggage, 
Freight,  Express,  Stock,  "  Reading,"  and  other  patterns 
of  Coal  Cars.  Lumber  and  Gravel  Cats,  of  every  variety,  at 
short  notice,  and  on  favorable  terms. 

Our  fticilities  tor  manufiictunng  are  extensive,  and  our  means 
for  transportation  to  all  parts  of  the  country  speedy  and  econo-! 
micaL  | 

The  Wheels  we  use  receive  our  own  personal  atteotion,  arej 
made  of  the  best  Cold  Blast  Charcoal  Iron,  of  both  spoke  and 
plate  iiattems,  solid  and  open  hubs. 

All  Cars  built  by  us,  and  now  in  daily  use  on  the  Pennsylvania 
Central,  Baltimore,  Susijuehanna,  York  and  Cumberland  Roads, 
have  been  appmed  as  lirst  class,  and  carry  the  largest  capacity 
allowed  on  any  roads.  We  are  prepared  to  Aimisb  Wheels  and 
Axles  separately  or  fitted,  Springs  and  other  parts  of  Oars  at 
short  notice.  Orders  and  ConUacts  for  Railroad  Companies  so- 
BoUed.  llayao'Sm 


To  Railroad  Co^s,  Ltocomotlve 
Builders  and  Engineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
croft's  Steam  Gauge,  would  reconiDiend  their 
{adoption  by  those  interested.  They  have  been  cxteu- 
jiivdyused  on  Kailroad«,  Steamers  and  Stationary 
'  Boi'ers,  where,  from  their  accuracy,  simplicity,  and 
inon -liability  to  derangement,  they  have  given  perfect 
satisfaction.  In  fact,  for  Locomoiives,  they  are  tho 
nly  reliable  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
'^■-insulting  Engineer,  64  R roadway. 

Railroad  Iron.^ 

THE  under8ig:ned,  Agent  for  the  Manufacturers, 
is  prepared  to  contract  for  T  Rails,  of  the 
usual  pattern  and  weights,  to  be  delirered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
purchase  of  Railroad  Iron  and  Metals  generally, 
through  the  medium  of  his  friends  in  Loudon. 
For  terms,  apply  to 

JOHN  H.  HICKS, 
April  1, 1863.  90  Beaver  st. 


..'VJWIV.^I'  ■ 
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AMERICAN    RAI£.ROAD    JOTJUNAli. 
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Gerard  Ralston, 

21  TOKEN  HOUSE  YARD,  LONDON, 

OFFXK8    HI8   SBRVICKB   FOB   THE 

PURCHASE  AND  SALE  OF 
AMERICAN    SECURITIES, 

COLLECTION  OF  DIVIDEND.S, 

DEBTS,  LEGACIES,  ETC., 
And  for  the  Purchase  and  Insptctiun  of 

Railroad  Iron,  Chairs,  or 

any  kind'of  Machinery. 

REFERENCES: 
Messrs  Palmer,  McKillop,  Dent  &  Co.,  London. 

«        George  Peab^/dy  &  Co,  London. 

"       Curtis,  Bouve  A  Co,  Bosiun. 
Ri.  hard  Irvin,  Esq.,  i\ew  York. 
Robert  Ralston,  Esq  ,  Philadelphia. 
C.  C.  jamieson.  Esq.,  Baltimore.  3ij 


To  Contractors. 


fiSSJ 


^EALED  PROPOSALS  will  be  received  at  the 
►3  Engineer's  office  of  the  Lexington  and  Big 
Sandy  Railroad,  in  Mt.  Sterling,  Ky.,  until  Aug. 
10th,  at  sun  down  for  the  graduation  and  masonry 
of  the  whole  of  said  Railroad,  a  distance  of  125 
miles.  Bids  will  be  received  for  any  number  of 
sections,  the  company  reserving  the  right  to  reject 
all  propositions,  if  none  are  sati$£»ctory. 

Propositions  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  runs  through  some  of  the  finest  por 
tions  of  the  State,  the  facilities  for  the  supplies  of 
every  kind  being  very  abundant. 

Plans    and  speoifications  may   be  seen  at  the 
office  ailer  July  Ist. 

J.  B.  WESTBROOK,  Chief  Engineer. 

Portland,  April  9,  1858. 


Stiew  York  and  Erie  R.  R. 


To  Contractors. 

HUNTINGTON  AND  BROAD  TOP  MOUNTAIN 
RAILROAD. 

PROPOSALS  will  be  received  at  the  Engineer's 
Office,  Huntington,  Penn.,  until  the  2»th  day 
of  June  next,  for  the  graduation  and  masonry  oi 
thirty-five  miles  of  the  above  railroad. 

Plans  and  Specifications  will  be  exhibited  intlw 
Office  for  three  days  previous  to  the  letting. 

S.  W.  MIFFLIN,  Engineer. 


m. 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duaoe  street, 

88  follows,  viz  : — 


Buffalo  Expbkss,  at  6  a.  m.  for  Bul&Io  direct,  over  the  N. 
Y.  and  E.  R.  R.,  and  the  Buffalo  aod.N.  Y.  City  R.  R.,  without 
change  of  baggage  or  cars. 

Cincinnati  Express,  at  6  a.in.  for  Dunkirk. 

Mail,  at  8  a.m.  for  Dunkirk  and  Buffalo,  and  all  intermediate 
stations. 

Way,  at  3.30  p.nt  for  Delaware  and  all  intcnnediatc  stations. 

Night  Expbess,  at  6  p.  m.  for  Dunkirk  and  Bufialo. 

EmORAMT,  at  8  p.  m.  for  Dunkirk  and  all  intermediate  sta- 
stions. 

On  Sundays  only  one  Express  Train — at  6  p.m. 

The  Express  Trains  connect  at  Dunkirk  witli  the  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  Chicago,  etc  and  at  Buf&lo 
with  first  class  splendid  steamers  for  Cleveland,  Sandusky,  Tole- 
do, Detroit  and  Chicago. 

CHAS.  MINOT,  Sup't 


To  Contractors. 

PROPOSALS  for  grading,  masonry,  and  bridg- 
ing of  the  Western  Division  of  the  Covington 
and  Ohio  railroad  will  be  received  at  the  office  of 
the  Engineer,  at  Guyandotte,  Cabell  county,  Vir- 
ginia, between  the  twentieth  and  thirtieth  of  June 
next. 

They  will  embrace  about  45  mile  sections  with 
Bridges  over  Twelve  Pole,  Guyandotte  and  Mud 
rivers. 

Also  between  the  1st  and  15th  of  July  next,  pro- 
posals will  be  received  at  Covington,  Virginia,  for 
the  Grading,  Bridging  and  Masonry  of  that  por- 
tion of  the  Eastern  Division,  lying  between  the 
town  of  Covington  and  Hayne's  farm,  on  Jackson 
river— -a  distance  of  10  or  11  miles  of  very  heavy 
work,  including  much  heavy  retaining  wall,  two 
large  bridges  over  Jacksons  river,  and  probably 
two  tunnels. 

The  successful  bids  will  be  declared  aa  soon  as 
practicable  after  the  15th  of  July.  Contractors 
will  be  required  to  commence  the  work  at  once, 
and  finish  within  a  year.  Plans  and  specifications 
will  be  ready  between  the  twentieth  and  thirtieth 
of  June— names  of  securities  must  be  eiven  in  the 
Bid.  ^ 

By  order  of  the  Board  of  Public  Works 
CHAS.  B.  SHAW, 
Chief  Engineer  of  the  Gov.  &  Ohio  R.  R.  Co., 
^nr--- ".  -  ■  I<ewisbarg,  yirg;iiii». 


PACIFIC  RAILROAli  1.0AM« 
$4,00O,OiKI  Lioan    . 

ON  THE 

MORTGAGE  BONDS  OF  THE  PACIFIC 
RAILROAD  COMPANY  OF  MISSOURI 

THIS  Company  will  receive  proposals  until  the 
11th  of  July  next,  for  four  millions  of  dollars 
of  their  construction  bonds,  to  be  issued  in  suutns 
of  one  thousand  dollars  each,  payable  at  the  city 
of  New  York  twenty  years  after  the  date  thereof, 
with  coupons  attached  for  the  payment  of  interest 
at  the  same  place  semi-annually,  on  the  first  of 
January  and  first  of  July  in  each  year,  at  the  rate 
of  7  per  cent  per  annum. 

These  bonds  are  secured  by  a  first  and  onl> 
mortgage  on  the  Southwestern  Branch  railroad, 
300  miles  in  length,  and  one  million  of  acres  of 
land  on  the  line  of  that  branch,  granted  by  Con 
gress  to  aid  in  its  construction :  and  also  by  sec- 
ond mortgage  on  the  Pacific railrfia J,  290 miles  in 
length.  About  130,000  acres  of  land,  not  included 
in  the  mortgage  are  bet  ai^art'-to  aid  in  meeting  ii>- 
terest. 

Forty  miles  of  the  Pacific  railroad,  from  St. 
Louis  westward,  is  about  completed,  and  85  miles 
further,  reaching  Jefferson  city,  the  capital  of  the 
state,  is  under  construction.  About  $1,600,000 
has  ajready  been  expended  by  tbeocHupany  in  the 
completion  of  the  first  division,  and  in  the  con- 
struction of  an  excellent  machine  and  car  shop, 
and  engine  house,  and  the  neoessary  real  estate, 
and  the  surveys  required  to  prepare  the  whole  600 
miles  of  railway  for  contract. 

The  Pacific  railroad  line  extends  from  St.  Louis 
to  the  vicinity  of  ludependence,  ncai-  the  mouth  ol 
the  Eanzas,  290  miles,  and  its  southwestern  branch 
diverges  about  forty  miles  west  of  St.  Louis,  and 
runs  near  Springfield  to  the  southwestern  part  ol 
the  state,  a  little  north  of  Ta-le-quah,  the  capital 
of  the  Cherokee  nation,  300  miles. 

The  charter  was  granted  with  the  view,  and  the 
right,  of  ultimate  extension  to  the  Pacific  Ocean , 
with  an  authorized  capital  often  millions,  ..nd  pri- 
vilege of  increase  under  general  law. 

Capital  subscribed  in  Missouri  over  S2,000,000, 
of  which  about  40  per  cent,  is  paid  up.  State  loan 
to  the  company  authorized  $4,000,000,  of  which 
S700,000  has  been  issued  and  sold  at  a  premium. 
For  such  stock  now  issued,  the  state  holds  a  lien 
on  the  Pacific  railroad  only.  Land  granted  by 
Congress,  now  the  property  of  the  company,  about 
1,260,000  acres. 

One  or  the  other  of  the  lines  of  this  company 
will  be  the  Central  National  line  of  railway  to  the 
Pacific  ocean.  Reconnoisances  and  surveys 
of  the  United  States  government  will  connect  with 
both.  ' 

The  whole  amount  of  bonds  which  can  be  issued 
under  the  mortgage  is  ten  millions  of  dollars.  The 
whole  of  these  bonds  are  convertible  into  land  of 
the  Company,  and  one-half  into  stock  of  the  Com- 
pany, within  a  limited  time,  at  the  option  of  the 
holder. 

The  Company  reserve  the  right  to  accept  pro- 
posals for  all  or  any  portion  of  the  amount. 

Ten  per  cent  of  the  amount  allotted  to  each 
subscriber  will  be  required  on  notice  of  the  ac- 
ceptance of  his  proposals,  and  the  balance  as  call- 
ed for  by  the  Directors,  not  exceeding  ten  per  ct. 
monthly.  Any  subscriber  may,  however,  at  his 
option,  pay  up  in  full,  and  receive  his  bonds  at 
any  time. 

Interest  will  in  all  cases  be  adjusted,   on  pay- 
ment of  the  final  instalments. 
Proposals  will  be  received  at  the  office  of  Measn 


399 


RiGGs  &  Co.,  66  Wall  street,  N.  Y.,  tnclosed,  seal- 
ed and  endorsed,  ^'Proposals  for  Loan  of  fr4,000,- 
000  of  Pacific  Railroad  of  Missouri.''  Laws,  Re- 
ports, Documents  wd  Map,  showing  the  condition, 
relations  and  i)rosi)ects  of  the  work,  and  all  neces- 
sary information  delative  to  its  affairs,  &.c„  may 
be  obtained  afler  the  1st  of  June  on  application  to 
Messrs-  Camamn  it,  Co.,  ot  Rioos  &>C)o.,at56  Wall 
strset,  or  the  subpcrilier,  personalll^,  or  by  letter. 
By  authority!  of  the  Board  of  Directors, 

[THOMAS  ALLEN,  President. 
St.  Nicholas  Hdf^l,  N.  Y.,  May  2#,  1863. 


Peate  &  Murpky^, 
FULTOKT,    IRON    WORKS, 

FOOT  of  Ch«rr^  si.,  E 
corner  of  CHerry  at. 
and  Mcirine  EoglAet. 
N.  B.     Eoffine^  and  Boilers  repaired 


K.    Offioe,   27  Corlears, 
ManufaOturen  of  Lana 


6tf 


the  new  Girard 
Street,  he  would 


Notice.     ' 

LITHOGRApkY.— The  Court  lUving  granted 
the  petition  of  the  undersigned  for  a  dissolu- 
tion of  his  partm  rship  with  ALPH0N8E  BRETT, 
trading  under  th(  t  firm  of  A.  BRElTr  &,  CO.,  Lith- 
ographers, Philadelphia,  and  having  removed  from 
C^l«Uiuith's  Hall  to  that  conveaient  business  stand, 
building.  No.  50  South  Third 
therefore  beg  leate  to  inform  his 
friends  and  the  pjublic,  that  he  is  prepared  to  exe- 
cute lithography  in  all  its  branches,  in  a  superior 
manner.  Havin, ;  the  best  artists  and  workmen 
employed,  he  cai  ifVeely  warrant  hit  work  as  equal 
to  any  in  the  tra  ie. 

Publishers,  civil  engineers,  niachinists,  and 
others  requiring  lithographs,  plaip  or  in  colors, 
can  depend  on  he  correctness  and  high  finish  of 
their  designs,  ale  ng  with  promptness  and  despatch. 

DAVID  CHILLAS, 
Apl  Im  60  Sooth  THird  street     | 

NEW  YORi: 

Lnbricating  OU  Manafaeturiiig  Co. 

12  BROADWAY,  | 

PBQPBmOibB  AND  ItANTTVAOTtnuna  OV 
DEVLANS  PA  TENT  LUBRICATING  OIL, 

torn  ALL  KtvAS  or  MA0R1KBXT  A.rD  KAILMOAIM. 

rnS  OIL  m  DOW  exteasiTolj  mad  on  th*  prtndp*!  R^nnm^f 
in  feoimrlnaU,  New  Tork  aod  N.  K.  StatM.  It  rmmoMtM- 
nanr  with  \em  Mctioa,  tbarebj  embtag  the  f^mwimw  to  moooi- 
piui  mora  with  the  mmt  modre  power,  ud  mts  tbairiiMelrin*- 
17  (hm  imnorwiiy  wmra.  It  is  taOiiiy  ft«e  (Kan  Oom,  and 
will  eleuiM and  deetf  -  ■•'• 
SOdM  aoil  Jooaali,  I 
thaa  Spann,  aod  is  ft 
«Udi  aiakn  a  im|  Hftac  to  tta  < 


t>r  an  old  Oom  that  fav  accmna]at«d  npoo 
7  theuM  oTbadoa    It  wiD  w«ar  lo^ar 
a^  thirty  to  lottfoeatt  a  yUta  T^rrt*. 


To  Kail 

PROPOSAL 
Railroad  Jo 
July  next,  for 


oad  Track^Layers. 

under  seal,  are  requested  at  the 
mal  office.  New  Tork,  on  the  10th 
ying  the  track  of  the  Mobile  and 
Ohio,  Tennesse^  and  Alabama,  aqd  Paducah  and 
Tennessee  railn  ►ads ; — aggregate  fength,  612  miles. 
Plans,  specifica  ions  and  other  relquired  informa- 
tion, will  be  fui  Dished  at  the  tim«  and  place  above 

JOHN  CHILDE, 
.Chief  Engineer.  , 
17th,  1853.  ' 


mentioned. 


Mobile,  May 


Notice 

T)ROPOSALJ 


to  Contractors. 

f^  ^  will   be  received  tmtil  noon  the 

X  20th  June,  for  the  Graduation  and  Masonry 
of  the  Franklid  and  Warren  RaBroad,  extending 
from  a  point  oni  the  eastern  State  Line  of  Ohio,  in 
the  County  of  Trumbull  to  AshUuid,  Ashland  coun- 
ty, Ohio,  a  distance  of  about  106  miles. 

The  line  will  be  ready  for  eiamication  June  13th. 
For  particulars  ^pply  at  the  Engineer  s  office,  Frank- 
lin, Portage  cointy,  Ohio. 

The  remainiag  diistance  of  the  road  extencling 

from  Ashland  fco   Dayton,   or  Maysville,  will  be 

ready  in  a  shoijt  time.  M.  KENT,      1 

President  F.  Ic  W.  RaibxMwL 

I         SAM'L  K.  KNEASS, 

Qhief  Eofineer. 

FiuHKUM,  May  ld«  1863. 


\  i 


J  ',■,  _ 
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AMERICAN    RAILROAD    JOtOlNAL. 


CARHART'S    IMPROVED    TURNTABLE. 


^  ■  '  ■  -  I      U 

THIS  TURNTABLE,  together  with  an  Engrine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  by  OSE  MAN  in  25  SECONDS. 

I'ne  Paleniee  ot  this  Improved  Table  would  so 
licit  an  examiDation  by  those  Railroad  Contpanies 
which  have  not  tried  its  merits.  It  is  guarahtied  to 
be  the  cheapest  and  most  durable  one  now  in  use ; 
its  simplicity  rendering  it  impossible  to  get  out  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  was  former- 
ly $1,300  apiece;  this  included  all  the  workman- 
ship and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excavating  the 
pit  and  furnishing  the  rail  tor  the  tracks.  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  aivance  on  the  above  men- 
tioned price.  Should  it  suit  the  pleasure  of  iany  to 
ai     er  with  the  suoscriber  for  further  particulars, 


lor  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  E<q.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Baru'  s,  E^q.  llcsidcnt  Engineer  of  the  Cen- 
tral Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durarid,  Esq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.  J.  Conover,  Elsq.,  Chief  Engineer  of  Colum- 
bus, Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Fig.  I,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  ot  cut,  and  the  former  o(  hammer-dress- 
ed stone,  with  a  cut  coping.  I'he  Track  is  spiked 
and  leaded  to  (he  stone  wall,  and  cut  perfectly  level 


and  smooth.*;, The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pivot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  rim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Fig.  »i,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  further  particulars,  please  address    . 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14,  1853.    ','■;■    j-   •::v'- 


LAHAYJE'S 
Patent  Self-actin§r  Brake. 

THB  attention  of  Railroad  Compaiiiea  is  respectfully  called  to 
this  improvement,  used  excluaively  on  all  Passengtr  Cars 
upon  the  Philadelphia  and  Reading  Railroad  and  now  being  at- 
tached to  those  building  for  the  Camden  and  Atlantic  Railroad, 
and  several  other  Roads. 

Lahaye's  Self-acting  Brake  can  be  attached  to  any  C»r  with- 
out interfering  with  the  ordinary  Hand  Breke,  is  airaple  in  ite 
coiwtructioo,  and  reliable  in  its  actioa 

By  trials  made  with  this  Brake,  Passenger  Trains,  at  a  speed 
ofao  milee  per  hour,  have  been  brought  to  reel  within  a  distance 
of  250  feec 
For  Right  to  use,  or  any  other  inlbnnatJOD,  apply  to     ' 

O.  A.  NORBIS^ 
Americao  Railway  Agency,  12  rwqutaar  ButUin0ii, 


To  £ng^ineer8,  Areliiteets  and 
Draughtsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profession*,  that  he  has  con- 
stamly  on  hand  a  gieat  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb  9  1BB3.  I  Chamber  St .  N.Y. 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  Rail- 
road Wheels  made  from  the  celebrated  Wxtord  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford  Furnace  P.  O.,  will  be  attendsd  to  promptly. 
ti«pt.  11, 1812.       Ijr* 


IRON. 
Pierson  &  Co., 

24  BROADWAY,  NEW  YORK, 

KEEP  on  hand  a  large- and  general  assortment  ol 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCOMOTIVE  and  CAR  BUILD 
ERS,  and  RAILROAD  MACHINE  SHOPS  ;  als^' 
Boiler  Plates  and  Riveu,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks,  Axles,  Tires  and  Tire  Bars,  oi 
he  B.  O.  LOWMOOR,  and  other  approved  makes 
mported  to  order  on  the  most  £tTorabk  terms. 

MrMrjf  14  18I& 
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Railroads  In  tbe  Sla^e  Statai. 

There  is  no  doubt  that  considerable  predjudice 
existSjparticularly  a,mougforetgn  purchasers  against 
railroad  securities  of  the  Southern  or  Sluve  States. 
This  feeling  against  the  institution  of  Slavery  on 
the  abstract,  is  transferred,  by  a  very  natural  pro- 
cess, to  the  late  enterprise  in  which  slaveholding 
communities  are  engaged,  and  things  entirely  dis- 
similar are  made  obnoxious  to  the  same  sentiment. 
This  is  a  most  incorrect  and  illogical  mode  of  rea- 
soning, for  as  a  matter  of  fact,  the  question  of  sla- 
very has  nothing  to  do,  necessarily,  with  the  value 
of  railroad  securities,  nor  the  productiveness  or 
management  of  these  works.  There  are  certain 
causes,  such  as  a  greater  density  of  population,  a 
greater  variety  of  commercial  and  manufacturing 
pursuits,  and  a  greater  disposition  to  travel  in  the 
northern  States,  why  railroads  should  be  more 
profitable  than  at  the  south;  while  on  the  other 
hand,  the  more  conservative  chnracter  of theirpeo- 
ple,  the  fewer  completing  lines,  and  the  greater 
proportion  of  the  products  of  the  soil,  and  of  the 
articles  that  go  into  consumption,  thrown  upon  the 
southern  roads,  give  them  some  decided  advanta- 
ges over  those  of  the  north. 


We  have  often,  and  we  believe  satisfactorily, 
explained  the  cause  of  the  failures  of  the  early 
southern  and  western  railroads.  The  enterprises 
of  1837  and  8  were  not  only  pianrers,  but  they 
were  premature ;  in  advance  of  the  wants  of  the 
country;  of  its  means  to  construct,  capacity  toman- 
age,  or  business  to  sustain  them.  The  country 
had  not  been  settled  a  sufficient  length  of  time  to 
determine  either  the  seats  or  channels  of  future 
commerce.  No  amount  of  money  would  have  rtn 
dored  the  early  enterprises  successful,  because  the 
real  elements  of  success  were  wanting.  No 
amount  of  means  can  change  the  character  of  an 
unprofitable  business,  and  the  more  money  those 
engaged  in  it  have,  the  more  deeply  will  they  in- 
volve themselves  in  ruin.  The  early  efforts  in  the 
south  and  west  were  doomed  to  defeat  from  the 
very  nature  of  the  case.  Another  cause  why  even 
partial  success,  as  at  the  north,  was  not  realized, 
was  the  fact  that  the  sparseness  of  the  popula.tioD 
rendered  necessary  the  completion  of  a  project  to 

realize  the  results  predicated  of  it.  In  the  New 
England  States,  for  instance,  the  several  links  of 
a  railroad,  as  they  were  opened,  connected  neigh 
boring  villages,  between  which  existed  a  large 
traffic  and  travel,  and  supplied  a  considerable  rev- 
enue to  a  road.  In  the  southern  States  the  pop- 
ulation is  agricultural,  uniformly  distributed  over 
the  whole  surface  of  the  country.  To  enable  lines 
of  road  to  pay,  therefore,  they  must  be  longer 
toan  at  the  north  to  secure  the  requisite  traff c  and 
connect  distant  and  important  points.  They  must 
to  a  considerable  extent,  be  through  roads. 

When  railroads  were  first  attempted  inthesouth 
in  1837,  sufficient  means  could  not  be  had  for  the 
entire  projects.  They  necessarilj'  fell  through. — 
The  fifteen  years  that  have  since  elapsed  have 
wonderfully  changed  the  face  of  things  in  the  States 
where  railroad  construction  is  now  the  most  ac- 
tive. The  popuulation  has  more  that  doubled, 
while  the  means  of  the  people  have  morejthan 
quintupled.  With  this  great  progress  in  wealth 
and  population,  time  and  a  more  enlarged  ex:peri- 
ence  has  located  and  built  up  the  commercial  de- 
pot, and  designated  the  convenient  routes  of  trav- 
el and  business,  so  that  the  enterprise  of  the  pres 
ent  day  have  only  to  follow  the  well  expressed 
wants  of  the  people,  who  have  now  accumnia 
ted  sufficient  means  for  their  construction.    The 
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projects  at  pre  ;ent  in  hand  are  lArilimate,  in  every 
.sense  of  the  word,  and  will  consequently  progress 
with  a  R'gular  and  uniform  pace! 

We  have  thi  is  briefly  stated  (he  causes  of  the 
fat/u  re  of  thos<  early  projects  of  tMe  southern  Statett, 
and  of  their  pi  t,-sent  success.  T>at  this  success  is 
.substantial  is  fully  proved  by  t|ie  results  already 
achieved.  Tl  ere  is  hardly  a  Stlte  in  the  Union  iu 
which  railroat  s  have  been  pushed  to  a  greater  ex- 
tent than  in  6  corgid,  and  there  Is  none  we  believe 
where  they  hi  ve  been  so  uniformly  successfal. — 
There  are  non  e  whose  projects  nave  proved  better 
investments,  (  r  have  been  better  managed.  They 
have  buUt  at  i  moderate  cost,  jand  we  have  no 
doubt  the  whale  investment  od  the  State  would 
command  a  p  emium  in  the  market,  if  offered  for 
sale.  The  th  ■ee  leading  roads,!  the  Central,  the 
Georgia,  and  ihe  Macon  and  ^t'Stem,  have  for 
years  declarei  I  dividends  avera^ng  from  1}^  to  10 
per  cent  on  t  leir  cost,  besides  ieserving  consider- 
able sums  for  contingencies.  But  the  success  of 
southern  roac  s  is  not  confined  jto  Georgia.  The 
leading  road  of  South  Carolina  |s  one  of  the  most 
productive,  ai  d  is  one  of  the  be^t  properties  in  this 
countrj'.  In  North  Carolina  trie  Wilmington  and 
Raleigh  road  is  becoming  one  if  our  best  paying 
roads.  In  V  irginia  the  roads  oompleted  are  gen- 
erally profita  )le,  while  there  ar^none  more  promis- 
ing than  man  y  of  the  new  roadsjof  this  state.  In  the 
south-westeri  States,  there  are!  no  roads  of  suffi- 
cient magniti  ide,  or  which  hav^  been  completed  a 
sufficient  lenj:th  of  time  to  serte  as  illustrations. 
It  may  howc  er  be  stated,  as  ag^neral  rule,  which 
is  fully  borne  out  by  the  facts,  that  the  roads  of 
the  south  are  as  well  managed  land  as  profitable  as 
those  of  any  )ther  section  of  thje  country. 

As  far  as  t  leir  securities  areiconcemed,  there  is 
good  reason  n  the  nature  of  khe  case  why  this 
should  be  so.  In  their  uses  '  they  bear  a  much 
more  intimat  e  relation  to  the  business  of  the  coun- 
try than  thoi  e  of  the  north,  in  the  northern  or 
middle  Stat  !S  the  great  div<lrsity  of  labor  in  a 
particular  di  strict  may,  and  *flen  does,  supply 
most  of  the  articles  that  goqs  into  use,  which 
are  distribut  ?d  to  the  consuraei(s  without  the  inter- 
vention of  a  railroad.  In  son|e  of  the  Southern 
States  the  ei  itire  labor  of  the  j  countrj-  is  devoted 
to  the  prodi  ction  of  one  strife,  cotton,  no  portion 
of  which  is  qonsomed  in  its  taw  state,  upon  the 
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soil.  The  entire  crop  is  exparled.  As  a  Decessary 
consequence  an  equal  amount  in  bulk  or  value  is 
imported ;  cither  in  return  for  the  export,  or  to  sup- 
ply the  ordinary  wants  of  the  inhabitants,  veiy 
few  of  which  are  supplied  by  a  domestic  tnanufac- 
tnring  establishment,  or  by  subdivision  iof  labor. 
The  amount  of  transportation,  thereforej  thrown 
upon  the  routes  of  commerce  in  Mississippi,  rep- 
resent an  aggregate  equal  to  twice  the  whole  pro- 
duce of  the  StJtte.  The  same  amount  of  labor 
therefore,  in  this  state,  supplies  a  much  larger  a- 
mount  of  business  to  a  railroad  tilian  in  ai:|y  of  the 
northern  States,  where  a  greater  vari4ty\  of  pur- 
suits exists. 

A  large  number  of  the  more  important  roads  of 
the  south  have  their  directions  at  right  angles  to 
the  parallels  of  latitude.  These  roads,  compared 
with  those  following  the  same  parallel^,  have 
some  marked  points  of  difFerende.  In  the  latter 
case,  where  there  is  no  variety  of  pursuits,  and 
where  the  whole  population  is  engaged  in  jigricul- 
ture,  there  can  be  little  or  no  traffic.  The  pro- 
ducts being  identical,  aU  the  surplus  is  tlie  same 
in  kind.  But  upon  a  route  following  a  mieridian 
of  longitude,  an  entirely  different  rule  prevails. — 
Such  routes  traverse  regions  abounding  in  4  diver- 
sity of  production— all  of  which  are  regaiided  as 
essential  to  the  wants  of  every  individual  in  the 
community.  Such  lines  may  be  said  to  coincide 
with  the  natural  routes  of  commerce,  over'  which 
a  large  traffic  must  always  pass,  although  the  ter- 
ritory traversed  may  be  entirely  devoted  to  agri- 
culture. The  grains,  provisions  and  animals  of  the 
north  are  wanted  by  the  southern  states  engaged 
in  the  culture  of  cotton,  rice,  sugar  and  tobacco; 
and  these  last  named  products  are  received  by  the 
people  of  tlje  north  in  exchange  for  what  they  have 
to  sell.  In  this  country,  therefore,  the  routes  run- 
ning east  and  west  may  be  termed fl///;^itf/,  those 
running  north  and  south  the  natural  roates  of  com- 
merce. It  is  this  fact  that  gives  particular  im- 
portance to  the  great  line  of  communication  which 
it  is  proposed  to  extend  from  the  Gulf  of  Mexico 
toward  the  Lakes,  thus  uniting  a  country,  the  ex- 
tremes of  which  abound  in  the  fruits  of  thd  tro- 
pics, and  in  the  products  of  high  northern  lati- 
tudes. I  i 

Roads  in  the  southern  States  have  the  add  tion- 
al  advantage  of  being  less  subject  to  competition 
than  those  of  the  north.  In  the  former,  a  line 
must  connect  important  points  to  command  aitten- 
tion  and  support,— a  short  line  will  generally  be 
regarded  as  of  doubtful  expediency.  When,  tfcere- 
fore,  a  road  of  considerable  magnitude,  forcing 
important  connections,  is  completed,  the  project 
of  a  rival  work  is  not  entertained.  Rival  r^ads 
grow  up  in  the  north  upon  the  progress  of  w«hat, 
in  the  outset,  were  short  local  works.  As  t^ese 
proceed,  the  idea  of  making  them  connecting  roads 
between  important  localities  already  united  by  oth- 
er roads,  become  engrafted  upon  the  general  plan 
and  in  this  way  rival  roads  spring  up  in  the  north- 
ern States,  which  would  have  never  been  under- 
taken as  entire  schemes.  There  are  no  rival  ro»ds, 
strictly  speaking,  in  the  southern  States,  nor  are 
there  likely  to  be  for  some  years  to  come,  the 
southern  people  contribute  much  more  largely  to- 
ward the  cost  of  their  roads  than  do  those  of  the 
north,  as  a  general  average.  Thisi  is  owing  in 
part  to  the  fact  that  a  less  number  of  projects  are 
pressed  upon  public  attention,  and  partly  because 


capital  is  in  fewer  hands.  The  high  price  that 
their  great  staple  has  commanded  for  a  series  of 
years  has  given  the  planters  large  means,  which 
are  now  liberally  c<Mitributed  toward  their  railroad 
schemes.  A  much  larger  portion  of  the  cost  of 
their  roads  is  represented  by  stock  than  those  of 
the  north,  affording  often  a  broader  basis  for  their 
securities. 

The  conservative  character  of  the  southern  peo- 
ple, which  i.s  the  result  of  their  peculiar  domestic 
institutions,  affords  a  good  guarantee  against  the 
undertakii^  of  works  th^t  are  not  called  fpr  by  al 


ready  existing  wants.     There  is  nd  danger  th*tth^  ^'tionrfccTliigf  a,fd  the  bridging, 
construction  of  these  works  will  be  pushed  to  an       including  all  masonry,  ballasting. 


extraragant  extent,  as  is  being  done,  it  rs  fbaretl" 
in  some  of  the  northern  States.  In  the  south,  on- 
ly such  lines  as  are  of  general,  we  may  «ay  na- 
tional importance,  have  been  yet  commenced  ;  and 
these  arc  the  only  ones  that  will  command  any 
considerable  share  of  public  attention  for  some 
time  to  come. 

We  have  thus  endeavored  to  present  a  rational 
view  of  the  probable  value  of  the  securities  of 
southern  railroads.  It  coincides  strictly  with  the 
actual  fiicta  as  they  exist.  TL«!  peculiarities  of 
southern  institutions  show  themselves  as  much  in 
the  economy  of  railroad  construction,  as  in  any- 
thing else.  These  very  institutions  give  some  ex- 
cellent features  to  their  schemes.  It  would  be 
useless,  if  not  impossible,  to  institute  any  compari- 
son between  the  value  of  the  securities  issued  by 
the  roads  of  the  diflerent  sections  of  the  country. 
It  is  enough  for  our  present  purpose  to  say  that 
<iny  prejudices  that  may  exist,  and  to  which  we 
have  refeiTed,  against  those  issued  by  southern 
roads,  arc  without  foundation.  They  may  differ 
in  value  from  those  of  the  north,  as  the  latter  do 
among  themselves.  They  may  be  less,  or  more  val- 
uable than  the  latter,  just  in  the  degree  that  they 
have  a  stronger  or  weaker  basis,  or  have  greater 
or  less  prospective  or  speculative  value.  On  an 
average,  the  market  value  of  southern  railroad  se- 
curities are  fully  up  to  those  of  the  north.  They 
may  not  reach  so  high  a  figure  as  some  of  the  for- 
mer, but  none  ever  go  so  low.  They  are  equally 
deserving  the  attention  of  purchasers,  and  may  be 
taken  perhaps  with  less  risk,  than  the  average  of 
those  of  the  northern  States. 


laexiugtouantl  Danville  R.allroad< 

We  have  the  recent  exhibit  of  this  Company, 
setting  forth  its  financial  condition,  with  a  view  to 
a'  sde  of  its  securities,  which  are  soon  to  be  offer- 
ed to  the  public. 

The  line  of  the  road  extends  (Vom  Lexington  to 
Danville,  a  distance  of  36  miles.  As  far  as  its 
general  direction  and  objects  are  concerned,  it 
may  be  regarded  as  the  extension  of  the  Coving- 
ton and  Lexington  foad. 

The  estimated  cost  of  the  work  is  Sl,236,326, 
as  follows : 

rock  excava- 


and  the   preparation  of  the   road 

bed  for  the  superstructure ;  inclu- 
ding  the  bridge  over  Kentucky 

river,  including  an   addition  of  5 

per  cent  for  contingencies §705,907  00 

Superstructure,includi'g  rails,  chairs, 

spikes,  and  all  materials,  turnouts, 

a[.d  fixtures,  and  laying  track .... 
Buildings  and  fixtures,  engine  cars, 

repair  shops,  passenger  house  and 

the  furniture  and  equipment  of  the 

road 160,000  00 

Office    expenses,     superintendence, 

&c.,  &c 35,000  00 


344,419  00 


Ncwr  Iron  Bridge. 

The  enterprising  and  successful  bridge  builder, 
Mr.  S.  Whipple,  of  Albany,  has  recently  complet- 
ed an  iron  bridge  for  the  Albany  Northern  rail- 
road, which  is  believed  to  have  the  widest  span  of 
any  structure  of  similar  character  in  the  comitry. 
It  crosses  the  Erie  canal,  about  seven  miles  from 
Albany.  It  has  one  hundred  and  forty-six  feet 
clear  span,  and  forms  an  .angle  of  forty  and  a-half 
degrees  with  the  canal.  It  has  been  two  months 
in  use,  and  was  previously  tested  by  distributing 
one  hundred  and  fifty  tons  of  iron  uniformly  over 
its  whole  length,  and  by  passing  over  it  a  heavy 
locomotive  and  tender  and  heavily  loaded  cars, 
enough  to  cover  the  whole  length  of  the  bridge, 
and  making  a  total  load  of  two  hundred  and  forty 
tons,  or  three  times  its  usual  load  under  the  pas- 
sage of  the  heaviest  freight  trains.  The  complete 
success  of  this  work,  its  economical  distribution  of 
weight  and  material,  and  its  safety  from  fire,  ren- 
der it  worthy  of  the  favorable  consideration  of 
railroad  people  throughout  the  country. 


..        i  Sl,236,326  00 

MEANS  PROVIDED. 

Individual  stock $206,450 

Corporation  subscription  of  stock 72,000 

Jessamine  County  cash  subscription, 

paid  by   taxation, — one-third   paid, 

and  levy  made  for  another  third 75,000 

Boyle   County   subscription  of  stock, 

two-thirds  paid  in 150,000 

Fayette  County  subscription  of  stock, 

two-thirds  paid  in 200,000 


Total  stock  subscribed »702,46O 

Bonds  of  the  Company  proposed  to  be 
issued  for  the  purchase  of  iron,  ma- 
chinery, &c.,  secured  by  first  and 
only  mortgage  on  the  whole  road.  . .        600,000 


The  security  for  the  bonds  amounting 

to Sl,302,460 

We  copy  from  the  exhibit  the  following  account 
of  the  progress  of  the  work  of  construction,  and 
the  connections  proposed  to  be  formed ; — 

PROGRESS  OF  CO.VSTRCCTIOX. 

The  whole  line  of  road  from  the  city  of  Lexing- 
ton to  Danville,  36  miles,  is  under  contract  to  an 
able,  experienced  and  efficient  company  of  con- 
tr;ictors,  and  progressing  rapidly  to  completion, 
under  the  able  superintendence  of  the  experienced 
Chief  Engineer,  Julius  W.  Adams,  Esq.,  for  several 
years  engaged  as  one  of  the  Superintending  Divis- 
ion Engineers  in  tlie  construction  of  the  New  York 
and  Erie  railroad,  and  for  years  employed  on  the 
Massachusetts  roads.  Twelve  miles  of  the  road, 
from  Lexington  to  Nichola-sville,  will  be  in  running 
operation  by  the  1st  of  January,  1864,  and  ready 
to  run  in  connection  with  the  Covington,  sad 
Maysville  railroads,  on  their  opening  at  Lexing- 
ton. 

The  road  is  in  process  of  construction  in  the 
most  substantial  manner  as  a  first  class  railroad, 
with  the  most  approved  pattern  of  rail.  The  grades 
and  curves  will  compare  favorably  with  the  besi, 
roads  in  the  country. 

The  iron  has  been  purchased  and  paid  for  to 
lay  the  track,  and  all  turnouts  at  and  from  Lexing- 
ton to  Nicholasville,  twelve  miles,  and  will  be  laid 
down  early  in  the  fall.  And  vigorous  efforts  are 
making  to  complete  the  road  to  Kentucky  River 
by  January  next,  to  be  ready  to  furnish  the  city 
of  Lexington  with  the  coal,  iron,  salt,  and  lumber, 
with  which  she  is  suppUed  from  that  stream.  It  is 
confidently  expected  that  the  whole  road  will  be 
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CODaplt-'t*;d  from  Lexington  to  Dauville  by  1st  of 
January,  1865. 

The  extension  of  the  Lexington  and  Danville 
railroad  to  a  junction  with  the  South-Western  rail- 
road, of  Tennessee,  is  not  embraced  in  this  exhib- 
it, as  the  lien  proposed  to  secure  the  loan  asked 
for  is  applicable  only  to  that  part  of  the  road  from 
Lexington  to  Danville. 

The  sum  of  $500,000  has  heretofore  been  sub 
scribed  to  the  capital  stock  of  the  Company  for 
the  extension  of  the  road  south,  to  a  junction  with 
the  South-Western  railroad,  at  the  Kentucky  and 
Tennessee  State  line ;  and  the  most  sanguine  ex 
pectations  are  entertained,  that  the  company  will 
be  ready  to  place  the  extension  under  contract  du 
ring  the  summer,  on  terms  to 'secure  its  comple- 
tion within  two  years  from  the  ensuing  autumn. — 
Efficient  aid  to  this  enterprise  is  confidently  ex 
pected  from  Cincinnati.  Since  the  great  scheme 
projected  by  Gen.  Hayne,  for  the  connection  of 
Charleston  with  the  Ohio  River  at  Cincinnati,  the 
latter  city  has  manifested  a  deep  interest  in  it.  It 
brings  her  in  business  contact  with  a  new  section 
of  the  south  and  south-west,  of  vast  extent,  fertile, 
populous  and  wealthy,  aSbrding  her  a  market 
heretofore  unexplored,  for  her  merchandise  and 
manufactures,  without  competition.  There  is  no 
outlet  of  higher  importance  to  Cincinnati,  and  ev- 
ery reliance  is  felt  that  the  people  of  that  great 
centre  of  western  trade  and  commerce  will  see  to 
it,  that  the  ninety  miles  of  road  from  Dauville  to 
the  junction  with  the  South-Western  railroad  at 
the  Tennessee  State  is  speedily  completed. 

The  extension  from  Danville  south  to  the  State 
line  has  been  surveyed,  and  the  entire  road,  from 
Lexington  to  the  State  line,  is  estimated  by  the 
Engineer  to  cost  $3,560,000,  or  about  $28,000  per 
mile. 

CO.VNECTIONS. 

This  road  occupies  a  peculiar  position  in  its  con 
nections.  At  Lexington,  the  northern  railroad 
focus  of  the  State,  it  connects  with  the  Covington 
(Cincinnati)  and  Lexington,  Maysville  and  Lexing- 
ton, Lexington  and  Big  Sandy,  and  the  Lexington, 
Frankfort  and  Louisville  railroads,  which  concen- 
trate at  Lexington,  and  receives  the  freights  and 
travel  of  all  these  roads,  brought  from  the  Ohio 
river  and  the  great  commercial  centres  with  which 
they  connect,  destined  for  central  Kentucky  and 
the  south.  By  the  roads  projected  from  Danville 
to  Nashville,  to  Knoxville,  and  the  extension  di- 
rectly south  to  the  State  line,  Danville  becomes 
the  southern  railroad  focal  point  iu  Kentucky,  and 
the  road  from  Lexington  to  Danville  must  stand  as 
an  isthmus,  connecting  those  great  railway  corpo- 
rations radiating  uorihwardly  from  Lexington  and 
southwardly  from  Danville. 

At  Danville,  whence  this  road  is  extended  direct- 
ly south,  roads  are  projected  to  Knoxville  and 
Nashville,  in  Tennessee,  and  companies  are  orga- 
nized for  their  construction,  and  vigorous  efforts 
making  to  secure  their  completion  at  an  early  day. 
By  the  Danville  and  Knoxville  road,  140  miles  in 
length,  connection  is  had  by  roads  already  con- 
structed and  now  in  operation,  with  the  cities  of 
Charleston  and  Savannah,  the  populous  towns  of 
Georgia  and  South  €arolina,  and  the  cotton  and 
rice  sections  of  those  States. 

By  the  Nashville  and  Danville  road,  connection 
is  atforded  with  all  the  roads  diverging  from  that 
point  south  and  south-west  in  the  direction  of  New 
Orleans  and  Memphis. 

But  its  most  appreciable  and  valuable  connec- 
tions are  found  by  this  road  extended  directly 
south,  connected  by  the  South-Western  railroad 
of  Tennessee,  with  the  Chattanooga  road  at  Win- 
chester, uniting  there  with  the  roads  which  pene- 
trate South  Carolina,  Georgia,  Alabama,  Mississip- 
pi and  Louisianna,  connecting  with  the  cities  of 
Charleston,  Savannah,  Mobile,  Pensacola  and  New 
Orleans,  by  the  shortest  and  most  direct  lines.  It 
is  the  main  trunk  line,  north  and  south,  through 
the  central  States  of  the  Union,  extending  from 
the  great  lakes  of  the  north  to  the  Gulf  of  Mexico 
on  the  south,  traversing  twelve  degrees  of  latitude, 
affords  an  easy,  cheap  and  rapid  means  of  exchang- 
ing the  various  product*  of  dij^eot  soils  and  cli- 
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mates,  bisecting  all  the  roads  from  the  Mississippi 
to  the  Atlantic,  and  at  its  southern  termiims  radi- 
ating south,  south-east,  and  south-west.  The  Lex- 
ington and  Danville  road  is  but  the  southern  con- 
tinuation of  the  Covington  and  Lexington,  Mays- 
ville and  Lexington,  and  Lexington  and  Big  Sandy 
roads,  or  more  appropriately,  it  is  the  extension  of 
the  Covington  and  Le.vington  road  from  Cincinnati 
directly  south,  haviiig  the  same  gauge  of  that 
road,  and  constituting  with  it  a  main  trunk  line' 
north  and  south.  For  a  table  of  disUmces  between 
the  several  points  with  which  it  conncts,  reference 
is  made  to  the  following  abstract  from  the  report 
of  the  Engineer  of  the  road,  compiled  from  authen- 
tic somces,  showing  the  position  of  the  road  on 
the  route  from  the  north  to  the  south. : 

Miles. 
From  New  York  to  New  Orleans,  via  Phila- 
delphia, Wheeling,   Cincinnati,  Louisville, 

Na.shville.  Tuscumbia  and  Jackson 

From  New  Vork  to  Mobile,  via  Philadelphia, 
Wheeling,  Cincinnati,  Louisville,  Nash- 
ville, and  Mobile  and  Ohio  railroad 

The  same  by  Alabama  and  Tennessee  rail- 
road   

From  New  York  to  New  Orleans,  via  Phila- 
delphia, Wheeling,  Portsmouth,  Maysville, 
Lexington,  Danville,  McMiunville,  Hunts- 

ville  Tuscumbia,  and  Jackson 17 U 

From  New  York  to  Mobile,  via  same  route, 
through  DanviUc,  McMinnville,  and  Ala- 
bama and  Temiessee  road 1526 

From  Cincinnati  to  New  Orleans,  via  Ohio 

and  Mississippi  rivers 150^ 

From  Cincinnati  to  New  Orleans,  via  rail- 
road, Louisville   and  Nashville 1032 

From  Cincinnati  to  New  Orleans,  via  Dan- 

vilk 9-D8 

From  Cincinnati  to  Mobile,  via  railroad,  Lou- 
isville and  Nashville 898 

From  Cincinnati  to  Mobile,  via  DanriUr. .  .  818 
From  Cincinnati  to  Savannah,  via  Danviltr,  8€f0 
From  Cincinnati   to   Charleston,  S.  C,  via        I 

DanvUlc 8(ic 

From  New  York,  via  Baltimore,  to  the  cotton       ] 
region  of  Tennessee,  by  way  of  Parkers- 
burgh,  Virginia,  Cincinnati,  Louisville  and 

Nashville 11$1 

From  New  York  to  the  same  region,  viaPar- 
kersburgh,  Virginia,  Portsmouth,   Mays-       i 
ville,  and  Danvilk 990 

The  business  prospects  of  this  road  can  t)e 
better  inferred  from  the  general  statement  of  tiie 
fact  that  it  traverses  one  of  the  best  portions  |of 
Kentucky,  which  has  now  no  outlets  to  market  bat 
such  as  are  furnished  by  the  ordinary  ro;ids  of  the 
State.  There  can  be  no  doubt  that  the  locality 
traversed  is  capable  of  supplying  a  business  equal 
to  the  ciipacity  of  a  first-class  road.  That  portion 
of  its  line  adjoining  Lexington  is  celebrated  for 
the  fertility  of  its  soil,  and  the  extent  of  its  agri- 
cultural productions.  As  we  go  south,  we  come 
into  the  coal  and  iron  deposits  of  the  State,  which 
are  to  be  the  sources  of  the  future  supply  of  thtee 
important  articles.  It  can  be  subject  to  the  riTial- 
ry  of  no  similar  works,  from  which  it  is  protected 
by  the  configuration  of  the  country,  if  for  no  oth- 
er reason.  ; 

As  a  local  link,  it  is  eminently  needed  to  meet 
the  wants  of  an  active,  industrious,  and  wealthy 
population,  who  are  able  both  to  furnish  a  large 
portion  of  its  cost  and  to  supply  to  it  a  lucrative 
traffic.  To  those  residing  at  a  distance  it  is  chiefly 
attractive,  from  the  relation  it  bears  to  other  lioes, 
which,  when  completed,  will  form  continuous  lines 
of  railroads  extending  from  theGulf  ofMexicoand 
the  South  to  the  great  Lakes.  Between  these 
termini  are  found  every  variety  of  agricultural 
products,  and  arailroad  connecting  them  will  serve 
as  a  medium  for  distributing  to  the  consumer^  ev- 
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cry  article  that  en  ters  into  domestioi  consumption. 
There  can  be  no  cloubt,  (as  already  stated  in  an- 
other article  in  oi  ir  paper  of  to-da]^)  that  a  road 
traversing  our  corntry  from  north  ''to  south,  pos- 
sesses some  decide  d  advantages  overlthose  having  a 
different  direction ,  Upon  every  hujidred  miles  of 
their  length  are  found  different  >jarietips  of  the 
proiiucts  of  the  s<  il,  the  exchange  or  which  consti- 
tutes no  inconsid<  rable  portion  of  tile  commerce  of 
the  country.  I 

The  Lexington  and  Danville  oompany  propose 
two  extensions  ol  their  line ;  one  fimning  South, 
through  the  cent  al  portionsofKedtucky  and  Ten- 
nessee to  Winche  ster,  where  a  confection  will  be 
formed  with  the  Winchester  and  Alabama  road, 
which  is  to  conn  ;ct  with  roads  extending  to  the 
fork  is  to  be  carrifd  to  Knoxville, 
complete<I  will  Realize  the  old 
project  of  the  Charleston  and  Cjincinnati  road, 
which  excited  s( '  much  interest  Ihrougbout  the 
country  some  ye  irs  since.  For  t|iesc  roads,  the 
Lexington  and  I  anville,  in  connection  with  the 
Covington  and  Lexington,  must  form  the  common 
trunk  to  the  Ohi  o.  The  southern  extension  of  the 
above  line  is  no\  r  under  contract,;  with  sufficient 
means  provided  to  secure  its  construction.  The 
Knoxville  branc  i  is  now  receiving  great  attention 
iu  the  cities  of  C  harlestou  and  Citcinnati,  and  we 
have  no  doubt  hat  foreign  aid  Iwill  supply  the 
lack  of  domestii :  means  nccessam'  to  the  early 
completion  of  tl  is  line.  When  tpe  tkrtrugh  con- 
nections shall  b  !made,the  LexingjtOD  and  Danville 
road  will  form  i  part  of  one  of  th«j  most  important 
railroads  in  the  country.  Till  tb^n,  we  believe  its 
local  business  •*  ill  yield  a  lucrati^  and  remoner- 
atiug  traffic.  I  ! 


The  EcoiiBBiy  or  Ukc  Fre^lat  TrmlM. 

IU  Construct,  on. — The  double  J^uck,  the  chilled 
plate  wheel,  ai  d,  to  a  certain  eistent,  the  India- 
rubber  spring,  I  and  the  oil  tigh^  axle  box,  have 
built  up  the  freight  train.  The  thick  is  ui  univer- 
sal use,  except  For  short  platform jcars.  The  chill- 
ed plate  wheel  m  the  cheapest  and  strongest  of  any, 
when  consider^!  in  its  applicati0n  to  the  fVeight 
train.  The  plate  form  is  not  only  stronger  than  the 
spoke  form,  bu^  insures  a  more  ei'eu  chill  than  the 
btter,  ;is,  in  tht  spoke  wheel,  sift  spots  will  ap- 
pear opposite  jhe  ends  of  the  spi^kes.  The  plate 
wheel  does  noj  fan  the  track,  n^r  incur  as  much 
resistance  frodi  the  air,  and  is  the  easiest  kept 
clean.  -i  | 

The  India-rubber  spring  is  ligl[ter,  makes  fewer 
joints,  and  genferally  gives  lefs  tj-ouble  in  keeping 
it  in  repair,  when  compared  witk  other  springs. — 
Lightner's  axW  box  is  very  generally  used  for  oc«i- 
veuience,  and  for  its  great  ecou<*iiy  in  oil  and  at- 
tendance. 

The  size  of  an  eight-wheel  W  freight  car  is 
usually  28  fee,  by  8*  feet,  and  iy^  to  7  feet  deep. 
The  wheels  s  re  generally  of  30  inches  diameter. 
The  cost  of  such  a  car,  with  ojfe  frame,  is  gener- 
ally $500  to  $600.  For  an  o^-n  platform  car, 
otherwise  the  same,  $620.  T^e  weight  of  a  box 
car  is  from  12L0O0  to  16,000  lbs;  according  to  the 
strength  of  iti  frame,  axles,  etc. 

The  "  swin^ ;  beam"  generally^:  tised  in  passenger 
cars  has  not  been  used  to  anyi  extent  in  freight 
cars,  cousequ  >ntly  the  latter  a^  more  rigid  upon 
the  track.  The  "  centre  bufn|)tJr,"  or  the  arrange- 
ment by  whi(ii  the  longitudinal] contact  of  the  car 
is  made  only  |n  the  axis  of  the  (train,  is  in  univer- 
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sal  use  in  tbis  country,  on  all  cars,  and  reduces  the 
resistance  of  their  passage  around  curvea.  Upon 
the  Baltimore  and  Ohio  railroad,  a  "  cohtinuous 
draw  rod"  is  used,  by  which  no  car  in  a  train  is 
strained  beyond  the  force  necessary  to  pull  its  own 
.  weight.  A  very  good  brake  for  any  eig^t  wheel 
car  is  Stevens'  double  brake.  The  wearijig  sides 
of  the  brake  heads  are  faced  with  wood,  with 
leather,  or  with  wrought  iron.  Tlie  Erie  cirs  have 
wrought  iron  brake  shoes,  which  luodUce  less 
friction,  and  are  consequently  less  liable  to  injure 
the  wheels  by  sliding  them  on  the  rails,  aDJd  have 
an  advantage  in  keeping  a  smooth  surface  for  the 
tread  of  the  wheel.  There  are  but  feW  roads 
wliich  use  "  safety  beams'  under  their  freight  cars 
to  support  the  axles  in  case  of  their  faihtre| 

The  adaptation  of  Myers'  cylinder  car,  for  all 
kinds  of  self-adjusting  freight,  aa  COal,  grain, 
ground  plaster,  potatoes,  lime,  sand,  etcj,  iptc., 
should  commend  it  to  a  fair  trial  on  the  part  of 
railroad  managers.  The  condition  of  coal  trans- 
ported by  it  has  been  reported  as  excellent.  The 
only  objections  which  may  be  suggested  against  it 
are,  that  from  bringing  the  load  directly  upOn  the 
track,  the  former  may  prove  too  rigid,  and  may 
not,  from  the  size  of  its  wheels,  be  likely  toi  keep 
its  position  so  well  upon  the  track  as  a  car; upon 
smsdler  wheels.  But  these  obstacles  are  not  stat- 
ed as  necessarily  existing.  No  invention  is  a6  use- 
ful but  that  an  objection  might  have  been  prodjkit- 
ed  against  it,  and  the  success  of  this  car,  as  of 
pther  important  improvements,  must  be  decided 
in  its  practical  operation.  Its  principle  is  certain- 
ly the  perfection  of  mechanical  simplicity. 

The  Capacity  ami  Operation  of  the  Frkit^ht 
Train. — The  usual  load  of  an  eight-wheel  frtJiglit 
car  is  eight  tons.  Ten  tons  of  live  stock,  or  eleven 
tons  of  flour  are  sometimes  carried.  There  are 
but  few  roads,  however,  where  the  general  ton- 
nage of  the  trade  does  not  settle  in  one  direcllion, 
and  iience  a  large  proportion  of  empty  cars  4ust 
be  carried  one  way.  The  load  of  potatoes,  live 
stock  or  grain — the  lumber  or  stone — which  goes 
down  to  be  exchanged  for  its  value  in  dry  go0ds, 
groceries,  or  hardware,  up,  occupies  much  the 
greater  space.  Upon  the  Concord  railroad,  in  I^ew 
Hampshire,  two-thirds  of  all  the  freight  oars 
which  went  over  it  in  1852,  from  the  upper  rftil- 
roads  to  Boston,  returned  empty.  On  the  Reading 
road,  of  course  all  the  coal  cars  return  to  the  mites 
empty.  Consequently  the  average  weight  of 
freight  per  train  cannot  equal  the  weight  of  tihe 
cars  in  which  it  is  carried.  The  average  weight  of 
freight  carried  per  train,  each  way,  on  the  Erie 
road  for  1862,  was  73  tons,  requiring  a  weight  of 
cars  averaging  149  tons,  or  but  one-Uiird  of  t^e 
whole  weight  of  the  train  being  the  weight  of  its 
load.  On  the  Northern  railroad  74  tons  were  car- 
ried with  a  weight  of  150  tons  of  cars,  engine  and 
tender,  or  115  tons  of  cars.  On  the  line  of  the  Al- 
bany and  Buflalo  railroad,  for  the  same  time,  the 
average  of  freight  per  train  was  63.35  tons ;  the 
cars  alone  weighing  156  tons  per  train.  This  was 
the  average  of  the  four  roads  from  Schenectady  to 
Buflalo. 

The  length  of  the  freight  train  is  limited  com- 
monly by  the  power  of  the  engine  to  draw  it.  Up- 
on the  Erie  road  13  loaded  eight  wheel  cars  is  the 
full  load  for  engines  of  33  tons  weight  running  from 
Piermont  to  Port  Jervis,  while  30  of  the  same  cars 
are  a  common  load  over  the  Delaware  DivisiozL 


The   difference  comes   from   the   grades   on   the 
Eastern  division  exceeding  those  of  the  other  di- 
vision.    The  most  advantageous  and  economical 
application  of  locomotive  power  occurs  at  a  speed 
of  10  or  12  miles  per  hour ;  and  freight  engines 
should  be  designed  for  that  speed,  by  giving  them 
a  long  stroke  of  piston  or  a  small  wheel.     We  shall 
di.scuss  the  ft-eight  engine  hereafter.     There  is  gen- 
erally no  necessity  for  a  high  rate  of  speed  for 
freight  trains.     An  article  of  regular  and  constant 
delivery,  imperishable  in  its  nature,  can  be  carried 
at  a  speed  consistent  with  an  economical  transpor- 
tation without  embarrassing  the  trade.     There  are 
very  many  objections  to  high  speeds  ; — the  great- 
er force  of  the  blows  upon  the  track,  the  increased 
strain  on  curves,  the  evident  diminution  in  the  ef- 
fect of  the  power,  are  all  opposed  to  a  high  rate  of 
speed,  where  no  necessity  exists  for  its  mainte- 
nance.   Where  a  train  of  passengers,  weighing  75 
tons  is  driven  30  miles  per  hour,  a  freight  train 
weigliing  300  tons  should  Jiot  go  over  nine  or  ten 
miles  per  hour.     This  particular  policy  is  adapted 
to  the  heavy  through  freight  of  gre.it  roads,  espe- 
cially such  as  have  to  be  operated  through  the 
night,  whereby  a  train  can  make  it.s  proper  time. 

The  general  weight  of  the  Reading  railroad  coal 
traiiis  is  700  tons  of  2000  lbs.  The.se  are  of  ninety 
cars,  weighing 5600  lbs.  each,  and  loaded  with  10,- 
000  lbs  each. 

There  are  an  engineer,  fireman  and  conductor  to 
every  freight  train,  besides  one  brakeman  for  eve- 
ry tivi'  to  ten  cars.  On  the  Ogdensburg  lailroad 
one  brakeman  is  employed  for  every  five  cars. 

As  to  the  loading  of  trains,  the  heaviest  freight 
will  of  course  be  placed  at  the  bottom,  and  be  uni- 
formly distributed.  All  self-adjusting  freight,  as 
coal,  grain,  sand,  etc.,  will  be  loaded  and  unloaded 
by  the  help  of  spouts  or  scoots.  Live  stock,  with 
proper  platforms,  load  themselves.  Long  lumber 
is  generally  loaded,  each  end,  upon  a  short  plat- 
form car,  which  are  connected  by  a  long  shackle 
bar.  The  advantage  of  long  lines  in  the  respect  of 
less  handling  of  freight,  tends  to  reduce  the  ex- 
pense of  transportation.  The  Erie  road  enjoys  a 
favorable  position  in  this  respect,  and  all  of  its 
through  freight,  running  from  pier  to  pier,  a  dis- 
tance of  446  miles,  receiving  and  delivering  from 
vessels  at  each  end ;  and  doing  a  business  for 
branch  roads  in  which  there  is  but  one  transfer  of 
ft-eight  (either  a  reception  or  delivery),  reduces 
this  item  to  its  least  expense. 

COST  OP  TRANSPORTATION  OP  PREIQHT. 

The  item  of  the  expense  of  moving  one  ton  one 
mile  has  never  been  so  well  ascertained  as  since 
the  New  York  State  laws  compelled  the  apportion- 
ment of  the  expenses  of  railroads  to  the  distinct 
heads  of  passenger  and  freight  transportation. — 
From  the  report  for  1852,  made  up  by  the  State 
Engineer,  Wm.  J.  McAlpine,  Esq.,  we  are  enabled 
to  make  up  a  statement  of  this  expense  from  the 
business  of  the  three  great  freight  lines  of  N.  Y., 
the  Erie,  the  Central,  and  the  Northern.  We  have 
calculated  these  statements,  in  each  case,  from  the 
reports  returned  by  the  diflerent  roads,  and  have 
not  relied  at  all  upon  the  tables  appended  to  the 
reports,  many  of  which  contain  very  serious  errors, 
typographical  or  otherwise. 

The  first  column  gives  the  expenses  per  ton  of 
freight  for  one  hundred  miles  run  upon  the  Erie 
road ;  the  second  gives  the  cost  per  train  of  73 
tons  for  the  same  distance.      The  next  seven  col- 


umns give  the  expenses  and  averages  for  the  lines 
composing  the  Central  line.  The  last  two  columns 
are  for  the  Northern  road.  The  items  of  the  Al- 
bany and  Schenectady  road  are  not  fully  stated, 
aud  the  line  is  not  entirely  a  favorable  one  for  com- 
parison. The  averages  are  taken  fir  the  4  roads 
from  Schenectady  to  Buflalo,  with  the  single  ex- 
ception of  labor  of  loading  and  unloading,  which 
should,  of  course,  be  averaged  between  all  the  roads 
— the  Albany  end  of  the  road  doing  the  most  of 
this  work : — 

EXPKNSK  >  OR  TRANSPORTATIOn    OF    I'REIGHT. 
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It  would  appear  in  theory,  and  the  result  is  con- 
firmed by  practice,  in  this  State,  that  such  an  ap- 
portionment can  be  made.  The  freight  business 
of  a  road  of  any  importance  is  generally  conducted 
separately,  except  the  pumping  of  water,  switch- 
ing, maintaining  way,  superintendence,  &,c.,  and 
these  charges  should  be  taxed  upon  freight  trans- 
portation in  proportion  to  the  receipts  from  that 
source.  Fuel  must  be  measured  separately  for 
each  class  of  trains.  But  the  expense  for  stations, 
engines,  cars,  conductors,  engineers  men  for 
unloading,  and  damages,  can  all  be  easily  divided 
upon  any  large  road. 

The  last  report  of  the  Baltimore  and  Ohio  road 
gives  the  items  of  expenses  of  freight  transporta- 
tion, as  follows :  • 

Per.  100 
tons  one 
mile. 
Repairs  of  road,  watching  Bridge  and  pump- 
ing water $0,347 

Repairs  of  engines .10-1 

Wood  and  coal 071 

Labor  on    do 023 

Oil  and  wa.ste  for  engin<;s 036 

Engineers  and  firemen .097 

Repairs  of  cars 084 

Oil  for  Cars 004 

Conductors  and  Brakemen 164 

Pay  of  Agents  and  Clerks 023 

Labor  in  transportation  department 032 

Other  general  expenses 048 


.933 
The  following  estimate  is  made  for  the  expense 
of  running  a  freight  train  upon  the  Reading  rail- 
road, and  appears  in  the  report  of  that  road  for 
1852: 
Wages  of 

1  Engineer S3.00 

1  Fireman 1.50 

1  Conductor 1.60 

3  Brakemen,  S1.25 3.75 

4  3-10  cords  of  wood  including   firing  up, — 

S4.32 18.58 

Oil  and  Tallow  for  engine  and  tender 1.16 

Oil  and  Grease  for  cars 1.39 

Repairs  for  engine  and  tender  95  miles 4.89 

"      of  cars  97.1  tons  at  '139 13.51 

Depot  hands  and  expenses ,[22.49 

Water  used 30 

Damages  and  renewals 3.08 


Equal  to  77.5  cents  per  ton 875.25 

This  does  not  include  maintainance  of  way,  su- 
perintendence, repairs  of  machinery  in  shops,  office 
and  Agents'  expenses,  etc. 

THR  FREIGHT  ENGINE. 

The  freight  engine  must  be  ultimately  adapted 
for  burning  coal  of  the  semi-bituminous  descrip- 
tion. The  want  of  favorable  feeling  on  the  part  of 
builders,  and  the  fact  that  many  of  the  coun- 
try roads  are  still  able  to  supply  themselves  cheap- 
ly with  wood,  has  retarded  the  introduction  of  the 
coal  engine,  but  the  necessity  for  its  general  use 
will  soon  become  established.  The  relative  econ- 
omy of  anthracite  to  pine  wood  is  stated  \)y  Mr. 
Nicolls,  Superintendent  of  the  Reading  road,  as  1 
ton  of  2,240  lbs.  of  the  former  to  1^^  or  2  cords  of 
The  Cumberland  coal  is  as  1  ton  to  2}-^ 


the  latter 

cords.  From  tlie  experiments  made  upon  the  Bos- 
ton anil  Maine  railroad,  in  January,  1850,  upon 
burning  coal,  the  result  appeared  as  very  nearly  1 
ton  of  anthracite  to  1  cord  of  spruce.  But  suffi- 
cient importance  was  not  attached  to  the  fact  of  a 
great  loss  in  the  coal  engine  from  running  only  a 
few  cars  and  being  compelled  to  wait  much  of  the  I  the  drivers, 


time  out  upon  the  track,  wherein  much  coal  wafl 
burned  to  no  advantage.  The  result  ujxtn  a  great 
road,  using  both  kinds  of  fuel,  must  determine  the 
economy  of  each,  and  it  is  to  Baltimore  and  to 
Philadelphia  where  we  must  look  for  information. 
The  principle  of  the  motive  power  on  their  great 
roads  has  been  to  combine  the  utmost  strength, 
traction  and  adhesion  for  their  engines.  Strong 
and  plain  machinery  has  always  been  a  good  feat- 
ure with  them.  There  is  but  little  "dead  weight" 
— cverjthing  aids  in  the  production  of  power,  and 
the  "  huge  steam  tugs  with  sand  boxes,'  as  Sena- 
tor Foote  styles  them  in  his  report  upon  French's 
plan,  still  hold  their  standing  a-s  the  most  efficient 
and  economical  engines  in  the  world.  Baltimore 
and  Philadelphia  deserve  the  credit  of  the  freight 
engine  of  this  country. 

From  the  curves  upon  the  Southern  roads  the 
engines  have  had  their  drivers  clustered  together 
forward  of  the  furnace,  thereby  covering  but  ^i 
short  rectangle  upon  the  rails.  The  adhesion  has 
been  increased,  experimentally,  by  increasing  the 
number  of  coupled  drivers,  until  the  fact  has  be- 
come established  that  the  whole  weight  of  an  en- 
gine supplies  more  adhesion  than  is  ever  required, 
except  with  an  extremely  largo  cylinder  and  small 
wheel.  The  distribution  of  the  wiight  of  an  eij| 
gine,  upon  8,  10  or  12  points  of  the  track,  was  A 
valuable  idea,  and  belongs  to  the  Philadelihia 
builders.  The  inside  connection,  with  its  unsaf(t, 
heavy  and  inaccessible  parts,  and  its  'elevated 
boiler,"  has  never  gained  any  ground  in  the  south. 
We  can  say  that  the  truck,  the  outside  cylinder, 
the  coupled  drivers,  the  chilled  plate  wheel,  tlije 
chilled  tire,  the  coal  engine  and  the  heater,  ha\'le 
been  either  first  applied  or  generally  developed  in 
the  States  south  of  New  York,  and  these  particu- 
lar improvements  form  nearly  all  of  the  distinctive 
features  of  American  motive  power. 

The  freight  engine,  then,  should  burn  semi-bitu- 
minous or  bituminous  coal ;  its  weight  distributed 
on  say  ten  wheels,   six   of  which  may  be  coupled 
for  all  necessary    adhesion;    should    have  a     feed 
heater,"  (an  excellent  one  has  been  invented  bj 
Mr.L.  B.  Tyng,  of  Lowell)  ;'a  say  26  in.  stroke  arid 
4)4  feet  wheels  ;  the  chilled  slip  tire  and  flanges 
on  all  the  wheels.      The  truck  to  be  adapted  to 
take  its  load  on  its  centre  pintal.    The  size  of  the 
freight  engine  may  be  increased  at  pleasure  to  30 
or  33  tons  weight  if  necessary,  and  this,  moreover, 
upon  a  narrow  track.      The  exact  dimensions  of 
boiler  and  cylinders  cannot  be  stated  to  apply  in 
all  situations,  but  the   practical   standard   of  the 
Baltimore  and  Ohio  engines  will  be  found  in  our 
last  weeks'  paper,  page  391.     The  cylindei-s  should 
lie  as  nearly  as  possibl*  in  a  horizontal  line,  witlji- 
out  making  the  truck  wheels  too  small;  the  partjs 
should  not  be  unduly  heavy,  and  the  drivers  should 
not  be  combined  in  truck   frames,  as   the  weight 
of  the  parts  is  increased  to  an  undue  extent  with- 
out any  sensible  advantage. 

This  general  plan  of  a  freight  engine  is  of  t^e 
kind  which  involves  the  fewest  parts,  the  strongefet 
and  cheapest  construction,  and  the  least  expend 
for  operation  and  maintenance.  It  is  Ike  cngi^ 
in  all  essential  respects,  which  has  become  the 
standard  upon  the  greatest  freight  lines  of  tlLe 
countrj'.  ' 

The  Erie  road  have  made  a  general  application 
of  the  centre  bearing  truck,  and  of  flanges  to  ai\ 
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The  freight  en  jine,  it  would  ajj)pe»r,  requires 
distinctive  featui  es  to  adapt  itself^  its  business. 
Common  custom,  in  some  parts  of  ihe  country, has 
been  to  make  aA  engine  of  the  pame  style  for 
freight  as  for  pas  sengers.  with  a  jdiflference  only 
of  six  inches  or  one  foot  in  the  st|pe  of  the  driv- 
ers, andone-eigh;  inch  difference  i^  the  lead  of  the 
valve. 


Ga  u|{e  of  Rallroi 

The  discussion  of  the  respectivile  merits  of  tb« 
broad  and  narro^  gauges  has  be^n  nrettv  fully 
made  in  Englandi  and  in  this  country  It  is  not 
80  much  the  object  of  this  article  jto  enter  ai»ew 
upon  this  discus: lion,  as  to  show  tHe  results  of  the 
broad  gauge  Kysxm  in  this   country.       Thfere  are 

now  six  dlBcrenl  track  gau^s  in  use  in  the  Uni- 
ted States,  viz :  ,he  4  feet  8}4  in<jh.  or  common 
gauge  ;  the  4  fee  10  inch,  which  ii  the  New  Jer- 
sey and  a  part  o  '  the  Ohio  gauge  ,  |the  5  feet,  which 
is  the  East  Tennessee,  Westerq  Virginia,  and 
North  of  Georgia  guage ;  the  five  lict  four  inches 
which  is  the  gra^e  of  the  Scioto  a^d  Hocking  Val- 
ley road ;  the  5  i;et  6  inch,  which  fs  the  Maine  and 
Canada  gauge,  a^id  the  6  feet,  or  }New  York  and 
Erie  gauge.         j  j 

A  report  madi  upon  the  gango  j  to  be  adopted 
for  the  New  Yoit  and  Albany  raikx>ad,  made  by 
Edwin  F.  John8«fn,  C.  E.,  in  AugTi^t,  1842. present- 
ed nearly  all  of  ^he  claims  contest^  by  the  advo- 
cates of  the  bro4d  gauge.  In  thC)  report  of  A.  C. 
Morton,  Esq.,  upon  the  gauge  of  t^e  Atlantic  and 
St.  Lawrence  rajlroad,  some  few  addilional  claims 
were  made,  andlsome  additional  ejAtements  offer- 
ed. We  propos<  to  show  that,  setting  aside  the 
iissumed  intrinsic  merits  of  the  brfad  gauge,  that 
not  but  a  few  ofj  the  advantages  cliimed  for  it  have 
been  realized  in  the  practice  of  thp  New  York  and 
Erie  railroad. 

We  propose  t<i  draw  the  succeslire  statements 

made  in  favor  o '  the  broad  gauge^  from  Johnson's 

ed  the  reason  of '  the   first  adop- 

100  feet  gauge  to  f>e  in  the  fact  of 


report.     He  sta 
tion  of  the  4  71 

a  clioapcr  appli4ation  of  English  i  engines  to  our 
roads ;  but  that,  at  bis  time,  our  (^wn  builders  had 
become  acquainted  with  what  wai  required  for  a 
broad  gauge  enjine.  The  Erie  l"oad  has  an  as- 
sortment of  engines  comprising  ndarly  every  vari- 
ety of  construction,  and  it  seems  qomtbis  that  the 
knowledge  of  thie  best  engine  reijiains  yet  to  be 
developed  by  experiments. 

The  first  poiiit  claimed  was,  Ihe  more  equal 
bearing  of  the  vJeight  upon  the  wqeels  of  the  cars, 
as  the  depressiop  of  either  side  of|the  track,  being 
distributed  over!  a  broader  base,  ^ould  reduce  the 
angle  of  transve-se  inclination,  a$d  consequently 
tlie  unequal  adjustment  of  the  weight  upon  one  or 
the  other  wheel  of  the  car.  As  l|ic  extra  weight, 
however,  of  the  Erie  rolling  stock  brings  the  max- 
imum weight  o^  each  wheel,  on  a  level  track ;  the 
usual  weight  exfceeding  the  maxihiuvi  weight  on 
the  most  unevef  narrow  track, — |.he  broad  gauge 
deserves  what  small  advantage  cj^  be  attached  to 
this  point.  j 

Another  claic  i  was,  in  the  rednfction  of  the  axle 
friction  by  the  admission  of  largei^  car  wheels.  To 
show  what  has  peenthe  practice  fllf  the  Erie  roiad, 
we  will  say  thai  the  freight  car  wlheels  have  here- 
tofore been  30  inches  in  diameter,  and  the  passen- 
ger car  wheels  :  16  inches  in  dia^ieter,  but  that 
now,  while  ma.  y  narrow  gauge  r<>ads  are  increas- 
ing the  size  of  ttjeir  car  wheels,  thje  Erie  Company 
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are  fixing  a  standard  of  38  inches  for   tl>e  wheels 
of  both  freight  and  passenger  cars.  I    ' 


at  rest,  if  possible,  the  question  of  the  incapacity 
of  the  narrow  gauge  engines,   and  the  injurious 


The  next  advantage  claimed,  was  an  additional  tendency  of  the  outside  cylinder  engine, 
width  of  freight  car,  allowing  the  better  sitowage  of;      Tlie  London  and  North  Western  company  have 
bulky  freight,  Ac.     The  Erie  freight  c<a^  arc  wo/,  I  engines  with  cylinders  of  18in.  by  24in.,  and  driv- 
however,  any  wider  than  those  upon   thfe  narrow  j  ing  wheels  of  seven  feet  six  inches,  and  of  8  feet 
eastern  roads.  j  diameter.     These  are  inside  connected.    The  limit 

From  this  it  was  shown  that  the  same  freight  of  the  diameter  of  boiler  for  a  narrow  gauge  road 
could  be  carried  in  a  shorter  train,  and,  1  herefore,  is  not  under  fifty  inches,  nor  the  width  of  the  fur- 
with  less  atmospheric  resistance,  etc.,  bijt  as  the  I  nace  grate  less  than  forty -two  inches.  These  di- 
practice  has  been  to  use  the  con^mon  wid^h  of  car,  mentions  are  ample,  and  easily  obtainable  without 


this  advantage  is  lost. 

The  greater  comfort  of  wide  passengek*  cars  is 
undeniable,  but  this  can  be  had  on  any  -oad,  by 
increasing  the  proportion  of  dutuJ  wei^/ti  to  lire 
weight,  as  the  Erie  road  have  done  in  tlipir  cars. 
The  Erie  cars,  however,  were  intended  t6  accom- 
modate three  passengers  in  each  seat,  an^  it  was 
urged  that,  thereby,  the  relative  deadj  weight 
would  be  reduced.  But  the  seats  of  tte  wide 
gauge  cars  are  not  wide  enough  for  three  j  passen- 
gers, and  are  wider  than  is  necessary  foi!  two. — 
The  narrow  gauge  cars,  of  many  roads,  hak'ing  ai\ 
extreme  width  of  9  feet  6  inches  to  10  fet-t,  fur- 
nish the  most  ample  accommodation  for  ijwo  pas- 
sengers in  each  seat.    From  the  report  of  ihe  Erie 


"crowding." 

The  Baltimore  and  Ohio  road  has  engines  with 
cylinders  of  20  inches  in  diameter,  theengines be- 
ing of  30  tons  weight.  Thi.s  is  a  narrow  gauge 
road.  The  boilers  arc  forty-eight  inches  in  diame- 
ter, and  might  have  been  two  or  three  inches  larg- 
er, if  desired. 

The  Hudson  River  road  is  stocked  with  express 
engines  of  15J  and  le)^  inch  cylinders,  and  six 
feet  six  inclies,  to  7  feet  drivers.  There  is  abun- 
dance of  room  for  the  arrangement  of  their  machi- 
nery. These  are  outside  connected  engines,  run- 
ning on  a  narrow  gauge. 

The  Western   railroad   of  Massachusetts   have 

two  of  their  best  express  engines  with  1175  square 

road  to  the  Legislature,  for  the  year  1852,|we  find  f  feet  of  heating  surface,  and  with  six  feet  ten  inch 


the  average  number  of  passengers  carried  i^r.  train 
to  be  76)4 1  ^'^^  '•'i^  average  weight  of  pa^euger 
trains,  without  passengers  or  baggage,  to  be  96 
tons,  or  1)^  tons  dead  weight  per  passenger.  In 
the  year  1860  the  proportion  was  1,23  t^ns  per 
passenger.  Now,  by  the  Hudson  River  conjipany's 
repors  for  1862,  the  average  ofpa6sengers||r.  train 
was  85,4,  and  the  average  weight  of  traink  78^^ 
tons,  (exclusive  of  passengers,  etc.,)  or  a  Propor- 
tion of  '92  tons  per  passenger.  The  following 
shows  the  corresponding  facts  on  four  out  jof  the 
five  roads  ft-om  Albany  to  BufiTalo,  made  up  from 
their  reports  for  1862 

Ajrerage 
wcfightof 
passenger 
tra'n?  with- 
out riassen- 
gers  br  bag- 
gage] 
^  93 
78 
76 
64 

3l|l 

7V^ 


Average 
passengers 
per  train. 
Utica  and  Schenectady....    114'3 

Syracuse  and   Utica 1088 

Rochester  and  Syracuse 88*3 1 

Buffalo  and   Rochester....    100.9', 


412-3 
Average 103  1 

or  but  ^^  tons  dead  weight  per  passenger  cajrried 
On  many  of  the  New  England   roads   the 
tion  of  dead  weight  is  still  less. 


pBopor- 


An  objection  to  the  wide  gauge  is  that  the  fear 
of  insecurity  of  outside  bearings  has   driveik  the  i  and  Northwestern  road 
Erie  company  into  the  general  use  of  inside  bear-   many   outside  connected  engines  of  late  years 


drivers.  With  one  engine  the  drivers  are  coupled. 
As  to  the  injurious  tendency  of  outside  connect- 
ed engines,  it  may  be  said  of  the  Baltimore  and 
Ohio  engines  which  work  upon  the  hardest  line  in 
the  country,  that  the  expenses  of  their  repairs  is 
40  per  cent  less  than  for  the  Erie  engines.  The 
Baltimore  and  Ohio  engines  are  outside  connected, 
the  Eric  engines  are  about  one  half  inside  connec- 
ted, and  a  large  part  of  the  balance  have  the  "half 
crank,"  which  is  in  reality  a  connection  inside  of 
the  wheels.  The  injurious  effects  of  the  outside 
connection,  if  any,  must  operate  upon  the  machine 
as  well  as  on  the  road.  The  Great  Albany  and 
Buffalo  line  is  stocked  with  outside  connected  en- 
gines ;  so  is  the  Hudson  River,  the  New  Jersey 
lines,  the  Pennsylvania,  the  Springfield,  Hartford 
and  New  Haven,  and  others.  Upon  none  of  these 
lines  was  there  any  necessity  for  adopting  the  out- 
side connection.  The  Reading  road  has  mostly 
outside  connected  engines,  but  has  some  inside 
connected  engines,  with  18  inch  cylinder,  and  hav- 
ing ample  room  for  the  work.  Rogers,  Ketchum, 
and  Qrosvenor,  build  the  most  of  their  machines 
with  outside  cylinders;  Norris,  Baldwin,  and  Wi- 
nans, — all  build  outside  connected  engines,  to  the 
exclusion  of  every  thing  else,  and  this,  too,  where 
the  room  afforded  by  the  gauge  forms  no  part  in 
the  consideration  of  the  question,  as  to  the  best 
plan.     The  English  roads,  particularly  the  London 

have  built  and  ordered 


ing  axles,  involving  more  friction  and   much  piore 
inconvenience  and  expense  in  oiling.  \ 

One  great  claim  for  wide  gauge  roads  hap  al- 


Now,  no  mechanic  will  undertake  to  state  the  am- 
ount of  the  "  dangerous  oscillation,  attributed  to 
the  outside  connection,  while  the  plan  saves  the 


ways  been  the  advantage  of  increased  rooEi  for  j  weight,  cost,  friction  and  danger  of  a  crank ;  re- 
the   arrangement  of  the   machinery    of   the  en- j  duces  the  height  of  the  boiler  nearly  o/fc/ooi!  which 


gme. 


In  Mr.  Mortons  report,  pp.  13,  he  sums  up  the 


is  enough  to  otfset  the  advantage  of  a  broad  gauge 
engine,  with  inside  cylinders ;  it  reuders  the  work 


supposeddisadvantages  of  outside  cylinder  engjineSjj  more  accessible  and  is,  every  way,  the  lightest 
and  says,  "these  it  is  generally  admitted,  ar*  ob-j  and  cheapest  eounection,  and  just  as  efficient  as 
jectionable  on  many  accounts,  and  are  likely  isoon  |  any  other. 

to  get  out  of  use,  particularly  for  engines  de8i|;ned  j     Compare  the  results  of  the  motive  power,  on 
for  highspeed."  |  the  two  gauges.     The  Erie  requires  an  engine  of 


2^0W|  this  matter  Qe«d»  full  explaoation  t< 


mil  17  inch  cylinder,  and  28  too*  weight  to  draw  ad 


average  train  of  77  passengers  at  a  rate  of  thirty- 
three  miles  per  hour,  on  the  long  levels  of  the  Del- 
aware and  Susquehanna  divisions;  the  15)^  inch 
cylinder,  22  ton  engine,  draws  an  average  train  of 
85  passengers  45  miles  per  hour,  over  a  narrow 
road,  having  but  little  advantage  in  other  respects 
so  far  as  the  application  of  motive  power  is  con- 
cerned. This  is  the  case  upon  the  Hudson  River 
road,  upon  the  Albany  and  Buffalo  line,  and  upon 
the  New  Jersey  lines,  the  same  class  of  lighter  en- 
gines draw  a  greater  number  of  passengers  at  a 
speed  greater  than  is  made  on  the  Erie  road.  The 
freight  drawn  on  the  Reading  and  Baltimore  and 
Ohio  roads  is  far  greater  per  train  with  twenty- 
seven  ton  engines,  than  upon  any  part  of  the  Eric 
road  with  33  ton  engines.  Thi  iss  accounted  for 
with  the  other  facts,  from  the  greater  resistance 
of  the  broad  gauge,  as  proved  by  every  trial 
made. 

It  has  been  stated  that  narrow  gauge  engines  re- 
quire an  extension  of  their  tubes  to  get  sufficient 
boiler  capacity.  We  have  already  stated  that  the 
narrow  gauge  gives  room  for  a  fifty  inch  boiler, 
and  this  is  larger  than  is  usually  adopted  on  any 
gauge.  The  general  addition  to  the  diameter  of 
the  Erie  boilers,  tow.irds  realizing  this  advantage  of 
increased  space,  has  not  exceeded  the  common 
standard  of  a  42  inch  boiler  by  more  than  six  in- 
ches, and  has  generally  been  but  two  inches  great- 
er. And  yet  the  common  class  of  Erie  engines 
have  the  greatest  proportion  of  long  tubes  of  any 
road  in  the  country,  with  the  exception  of  the 
Bait,  and  Ohio  and  Reading  roads. 

Among  the  principal  and  primary  claims  ad- 
vanced for  the  broad  gauge,  Avas  the  adaptability 
of  large  drivers,  reducing  the  strain  and  wear  of 
the  working  parts,  increasing  the  speed  of  the 
train,  etc.  The  practice  has  however  been  against 
the  developement  of  this  advantage.  The  6  feet 
driver  is  now  the  standard  on  most  passenger 
roads  ;  while  the  Hudson  River  .ind  some  other 
roads,  all  of  narrow  gauge,  have  adopted  the  six 
and  a-half  feet  and  the  7  feet  drivers. 

The  standard  on  the  Erie  road  is  six  feet  for 
passenger  engines  and  five  feet  for  freight.  Only 
two  engines  are  on  the  road,  having  seven  feet 
drivers,  and  these  are  seldom  used  except  on  gra- 
vel  trains,  wood  trains,  etc. 

The  results  have  been  every  way  in  favor  of 
the  narrow  gauge,  so  far  as  regards  its  application 
to  our  roads.  i 

The  increased  capacity  of  a  boiler  on  the  broad 
gauge  engine  cannot  be  realized  without  increased 
weight,  aud  this  same  obstacle  of  weight  is  always 
in  the  way  of  any  great  increase  in  the  bapacity  of 
motive  power.  The  possibility  of  the  use  of  a  larg- 
er boiler  also  suggested  the  allowance  of  a  larger 
blast  pipe,  and  yet  the  Erie  engines  have  blast- 
pipes  rather  under  the  size  due  to  their  capacity 
of  cylinders. 

The  plain  disadvantages  of  the  broad  gauge,  as 
exhibited  in  the  results  of  working  it  here,  have 
been, — increase  of  weight  on  each  wheel,  increased 
resistance  from  an  indirect  application  of  draught 
upon  every  variation  in  the  axis  of  the  train  ;  and 
with  these,  the  consequent  result  of  an  expensive 
application  of  motive  power. 

The  discussion  of  any  practice  of  changing  a 
common  gauge  to  4  feet  10  inches,  or  6  feet,  is  idle. 

It  can  have  no  advantage  under  any  probable 
ooutlogeucy  of  traffic,  oa  aoy  road,  oaleM  tbf  9ir«. 
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cumstantial  ono  of  allbixiiiig  a  conueciion  with 
some  other  one,  unwisely  and  previously  afflicted 
with  a  disturbing  gauge.  Z.  C. 


ttong  Island  Rallrond. 

The  recent  annual  report  of  this  Company  show 
the  earnings  of  the  past  year  to  have  been  S'217,- 
566  23,  showing  a  gain  over  the  previous  year  of 
$25,120  59. 

The  comparative  earnings  of  the  last  five  yeard 
ending  April  1,  have  been: 

1849. 

Passengers $110,910  78 

Freight 45,770  86 

Mails 5,303  75 

Express 1,467  46 


1850. 

S126,666  97 

52,899  17 

4,329  00 

637  56 


■    Total $163,443  84      ^184,532  69 

Incr'se  pr.  annum $21,088  85 


1861. 

Passengers $134,504  69 

Freight 53550  05 

Mails 4,329  00 

Express ...... 


1852 


9! 


ft 


ToUl $192,443  64      $217,566  23 

Incr'se  per  annum . .       $7,9196       $25,120  59 

The  cost  of  operating  the  road  during  the  year 
ending  April  1,  1853,  was  $180,292  39,  and  other 
disbursements  for  interest,  rent  of  Jamaica  road, 
&c.,  carry  the  amount  of  expenditures  to  $251,- 
456  14,  showing  a  loss  of  $33,890  on  the  year's 
business.  The  report  says  that  'the  expenditures 
include  many  iti'ms  which  do  not  properly  belong 
to  one  year's  business,  which  have  resulted  fVoin 
permanent  improvements  made,  and  increased 
motive  power  and  cars  provided." 

The  entire  liabilities  of  the  road,  exclusive  of 
stock,  is  $645,867  39.  The  capital  stock  is  $3,- 
000,000.  The  present  available  funds  of  the  com- 
pany amount  to  $61,034,  a  portion  of  which  will 
be  required  to  pay  for  cars  and  engines,  rails, 
etc. 

The  number  of  miles  run  hy  passenger  trains 
was  133,697,  and  by  all  trains' 238,117  miles. 

Ne-wr  Jersey  Central  Railroad. 

We  publish  this  week  the  advertisement  of  the 
above  company;  offering  for  sale  $950,000  of  their 
unissued  stock,  for  the  purpose  of  constructing  the 
double  track  now  imperatively  called  for  by  the 
actual  and  prospective  increase  of  the  business  of 
the  road.  ^v-'-^'  .•  '  V     •'    ;"^'     "• 

On  the  first  of  April  last  the  financial  condition 
of  the  company  was  as  follows  : 

Capital  stock $1,034,700  00 

Mortgage  bonds,  7  per  cent 1,600,000  00 

Other  bonds,  6  per  cent 118,000  00 

Bills  payable  and  balance  due 249,022  04 

Balance  of  earnings  over  dividend.  1.006  85 


But  it  is  the  throviik  business  from  which  a  great- 
er portion  of  the  future  income  of  the  company 
will  be  received.  Easton  is  the  terminus  of  the 
Lehigh  canal,  and  is  soon  to  be  the  terminus  of 
railroads  penetrating  to  the  Lehigh  and  Schuylkill 
coal  fields.  A  connection  will  also  be  formed  with 
the  road  in  process  of  construction  from  the  Wa- 
ter Gap  to  the  Lackawanna  coal  fields ;  so  that 
the  Central  road  will  form  a  trunk  from  the  Dela- 
ware for  roads  penetrating  all  the  Pennsylvania 
coal  fields,  and  will  enable  New  York  to  receive  a 
steady  supply  of  fuel  for  the  entire  year.  At  the 
l)re8ent  time  there  is  only  one  continuous  line  of 
road  from  tide  water  to  the  coal  fields — the  Read- 
ing ;  so  that  New  York  is  practically  cut  off"  from 
them  for  five  months  in  the  year.  With  a  good 
road  across  New  Jersey,  we  see  no  reason  why  it 
should  not  carry  an  junount  of  coal  freight  equal 
It  would  have  a  much  more  ex-; 
of  supply.  It  ha.s  favorable  grades 
none  of  which  exceed  twenty  feet  to  the  mile  in 
the  direction  of  the  heavy  traffic;  and  it  is  believ- 
ed that  no  other  road  can  be  built  across  the  State 
in  the  same  general  direction,  having  an  equally 
favorable  route.  ^ 

It  stems,  therefore,  that  there  is  no  bettiT  o|)ii 
portunity  for  the  investment  of  capital  in  railroads 
than  the  one  now  offered.  There  is  no  doubt  tliajt 
the  road  will  immediately,  as  soon  as  the  conn(  cti- 
ing  lines  shall  be  opened,  enter  upon  a  business 
equal  to  the  capacity  of  a  first-class  double-track 
road.  Its  business  will  be  ample  and  regular  at 
all  seasons  of  the  year,  and  may  be  made  equal  to 
that  of  the  Reading,  which  now  pays  the  interest 
on  an  investment  of  nearly  twenty  millions  of  dol- 
lars. 


continue  to  use,  a^d  to  contribute  aore  and  more 
every  year  to  the  hjvennes  of  our  danals — a  trib- 
ute which  is  willibgly  paid  and  wbicb  would  be 
increased  in  an  incalculable  ratio  b|r  the  enlarge- 
ment, and  the  cb^pening  of  tran^>frtatioD  which 
would  result  from  it.  ' 

Notwithstanding  the  free  competition  of  rail- 
roads with  the  4anal8,  in  the  tr^nsporution  of 
merchandise,  it  Will  be  seen  that  ^«  latter  ha»e 
done  a  much  larger  business  thit  ^ear  than  the 
last. 


By  a  fortunate 


Adli^si»n  of  Bngiacf. 


I 


$150,139  32  to  the  Reading 
03,097  91   tensive  source 
4,328  00 


Total $2,897,728  89 

This  was  ^presented  by  the  following  proper- 
ty:-   ..:.•■:.- a---^-V 

Railroad  average  $37,800  per  mile. $2,879,866  64 

Ferry  interest  and  boats 140,900  00 

SUtion  houses,  shops,  &c 78,000  00 

Land  at  Elizabethport 55,016  77 

Equipment 318,504  64 

Materials,  wood,  coal,  cash,  &c 25,420  84 


Total. 


•  •'.is  ..iit^ 


•    >!»<•'*•**»•'••' 


...$2,897,728  89 


The  road  extends  from  Elizabethport  toEastuii, 
Pa.,  a  distance  of  63  miles.      It  has  an  excellent 
local  business,  and  from  this  source  alone  the  sev 
eral  divisions  have  earned  7  per  cent  interest  up- 
on th«ir  cost,  a>  fut  aa  they  hare  heea  opened. 


Canal  Tolls  and  Trade.  | 

The  following  figures  show  the  amount  of  tolls 
collected  on  tho  State  Canals,  during  the  secorid 
week  in  June,  and  the  aggregate  up  to  June  14, 
for  a  series  of  years —  | 

4     Second 

week  in  Total  to 

June  June  14. 

1846 ......:. $83,531  $770,847 

1847 149,785  1,016,298 

1848 90,185        813,2S7 

1849 9,242  794,1«^ 

1850 67,329    728,745 

1851 86,223    949,5^*6 

1862 90,303  738,395 

1853 106,106         780,665 

Increase  in  1853  to  June  7 $26,467 

Increase  for  3rd  week  in  June  '63  16,803 


Total  increase $42,260 

This  increase  is  all  on  down  freight  from  other 
States,  and  on  merchandise  sent  back — the  tolls 
on  down  freight  from  this  State  falling  off"  consid- 
erably, as  compared  with  lastyear — as  will  be  seen 
by  the  following  comparative  results: 

1852.         1853.     Dec'se     Incr'e 
On  up  freight, 

merchandise... $216,181  $249,091   ....   $33,901 
On  down  fr'ht 

from    other 

Sutes 285,725    299,069  ....     13,344 

Ondownfr'ght  :•     . 

from      this 

SUte 237,489    232,495     4,994 


Total $738,398  $780,655 

Jj6Cr62lS6  .  • •  •-»    •■pmm-h  •m.m    >A  • 


$47,254 
..$4,994 


Increase $42,260 

Thui  It  U  that  the  producen  of  other  8t»t«> 


concurrence  of  physical  facts,  it 
results  that  the  machinery  proper  fcr  a  given  size 
of  locomotive,  if  ]>ropcrly  proportioned,  hasalways 
a  weight  sufiicieiit  to  create  an  adbesion  equal  to 
the  tractive  pow^r  of  the  engine.  |  The  tractive 
power,  which  forpis  the  original  element  of  tlie  lo- 
comotive, is  the  ^ubject  involved  In  the  plans  of 
the  designer ;  th4  adhesive  power  lis  merely  cir- 
cumstantial,— th^  builder  never  adiling  or  deduct- 
ing from  his  dimensions  with  ref5^rence  solelj-  to 
their  weight.  This  concurrence  of  physical  facts 
is  such,  that  an  ordinary  engine  working  at  its  most 
economical  velocity,  or  10  miles  |)erhour,  requires 
the  adhesion  ofa(bout^4  of  the  weight  of  the  whole 
machine  to  realise  its  full  tractiv^  power,  and  at 
higher  speeds  tlie  adhesive  weighi  may  be  much 
less,  say  one-tqird  of  the  weigllt.  It  is  an  ob- 
ject to  di\ide  thi  weight  of  an  eng^iie  on  several 
points  upon  the  track,  say  eight,  to  twelve,  and 
it  is  desirable  td  use  as  few  of  the  wheels  for  dri- 
vers as  are  sufficient  for  the  purpose,  on  account 
of  the  extra  friction  involved  in  the  use  of  coupled 
drivers,  and,  as  there  is  always  a  fvrplvs  of  weight 
available  for  adpesion,  the  custoii  is  to  use  two, 
four  or  six  drivers  for  this  purpos*, — according  to 
the  duty  of  thel  engine.  An  cgigine  has  always 
nearly  the  same  adhesion  on  an  incline  as  on  a  lev- 
el, deducting  only  the  actual  wetght  lost  by  the 
inclination  of  the  engine,  which  is  1-60,  1-100,  or 
any  other  fraction,  according  to  the  fraction  of  the 
eleration  divid^  by  length  of  plabe. 

Hence  tne  reason  why  an  enginie  does  not  draw 
as  much  on  an  Incline  as  on  a  lev^l  is  not  from  any 
"want  of  adhespon,  but  becaos^  the  actual  re- 
sistance being  greater,  the  traction  is  absorbed  by 
fewer  tons  of  load,  and  if  ^  the  weight  of  the  en- 
gine is  needed  i  or  adhesive  weigl^,  under  the  most 
effective  working  velocity,  it  foljows  that  the  ad- 
hesion would  m  )t  be  impaired  upon  any  inclina- 
tion less  than  1  in  4.  Hence  expedients  for  increas- 
ing the  adhesive  power  of  engine!  are  useless,  after 
^  of  the  weigbt  of  the  engine  h»s  been  adjusted 
on  driving  whejls.  The  very  fact  of  an  increase 
of  traction  invc  Ives,  of  necessity,  <(he  correspondii^ 
adhesion ;  the  1  brmer  cannot  exi^  without  the  lat- 
ter, while  the  litter  may  often  be  in  excess  of  the 
former.  V.  MJ  ! 

The  plan  of  klr.  French,  for  tfte  means  of  test- 
ing which  an  amplication  was  ma^e  to  the  last  Con- 
T  the  above  reaspns,  become  gen- 
It  involves  prajctical  difficulties 
Id  operate  againjt  its  use.  The 
running  an  engine  upon  a  track 
projecting,  oniach  side,  beyond  jthe  sleepers,  and 
in  ;idapting  friction  rollers  to  ?^ork  beneath  the 
rails ;  the  connjcction  being  made  between  the  roll- 
ers and  the  eiigine  by  a  conntiicting  link,  upon 
which  a  power  may  be  applied  tb  increase  the  ad- 
heiioD  at  pleainre.      The  plan  doei  cot  increasfl 


gress,  caiuiot, 
erally   useful, 
also,  which  w< 
plan  consists 


1 
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the  power  of  the  engine,  since  mere  adhesion  is 
not  power.  There  are  an  abundance  of  engines  in 
daily  use,  able  to  snrmonntany  grade  of  lessi  than 
two  hundred  feet  per  mile,  and  they  will  dtaw  a 
load  to  the  extent  of  their  tractive  jwwer,  which  is 
all  they  can  do  upon  a  level.  \ 


Railway  Share  List, 

Compiled  from,  the  latest  returns — corricted  every  Wednesday — on  a  par  valuation  of  SIOO. 


Ameiiean    Railroad  Journal. 

Satnrdajr,  Jane  95,  1853.  j 


Railway  Share  List.  i 

We  give,  in  our  present  issue,  a  Share  List  of 
railways  in  the  United  States,  which  present!?  what 
was  never  before  attempted, — a  complete  view  of 
their  financial  condition,  as  well  as  the  cnrrentlval- 
ue  of  their  shares.  We  shall  add,  in  our  next  ninm- 
ber,  a  list  of  the  leading  bonds  before  the  marjket. 

We  solicit  the  particular  attention  of  railijoad 
companies  to  this  List,  for  the  purpose  of  correct- 
ing any  errors  in  our  tables,  or  supplying  any 
omission  that  may  exist  in  them.  A?  only  twj  or 
three  States  require  returns  to  be  r^ade,  we  are 
compelled  to  depend  upon  the  reports  of  comrtan- 
ies  for  a  knowledge  of  their  condition.  We  s  lall 
esteem  it  a  great  favor  if  railroad  companies  vill 
supply  us  with  the  necessary  data  for  corapleling 
our  tables,  at  their  earliest  convenience. 

Cincinnati  IV^cstern  Railroad. 

The  object  of  this  proposed  road  is  to  opei 
new  outlet  for  the  White  Water  Valley,  and  to  fojrm 
an  additional  trunk  line  for  the  roads  of  Eastj;m 
Indiana,  into  Cincinnati.  It  will  form  a  neak"ly 
straight  line  between  New  Castle  and  Cincinnati, 
of  about  75  miles,  as  we  learn  from  a  recent  sUr- 
vey  of  the  route.  It  is  claimed  that  it  will  eflect 
a  saving  in  distance  of  some  25  miles  over  ainy 
road  in  operation  or  progress  between  either  New 
Castle  or  Cambridge,  Indiana,  and  Cincinni^ti. 
The  greater  part  of  the  loute  is  through  an  (Ex- 
ceedingly fertile,  and  well  settled  coiptry.  It  \^ill 
cross  the  Junction  and  Indiana  Central  roads,  aiid 
connect  with  the  Cincinnati  and  Chicago  road  at 
New  Ca.st1e.  Its  whole  cost  is  estimated  by  the 
company's  engineer  atS2,124,2J?7. 

We  learn  that  a  large  amount  of  stock  has  been 
subscribed  ;  that  the  whole  line  has  been  let  |to 
DeGraffe  &  Co,  one  of  the  leading  contracting 
firms  in  the  west ;  and  that  the  section  between 
New  Castle  and  Cambridge  is  so  far  advanced  tia- 
ward  completion,  that  it  will  be  probably  ready 
for  business  by  the  1st  of  January.  For  this  pal-t 
of  the  line,  13  miles,  the  iron  has  just  been  pur- 
chased, and  is  immediatelv  to  be  forwarded  frotn 
this  city,  where  it  is  now  lying.  The  parties  hat- 
ing this  road  in  charge,  at  the  head  of  which  )s 
the  Hon.  Caleb  B.  Smith,  are  men  of  great  enerj 
and  they  express  a  determination  of  pushing  t 
work  forward  with  all  possible  dispatch.  It 
their  intention  to  have  the  entire  line  opened  fcjr 
business  by  the  first  of  January,  1855. 

Terre  Hante  and  Alton  Railroad. 

The  result  of  the  recent  election  for  Directors  ojf 
this  road,  held  in  Charleston,  111.,  on  the  6th  inst 
was  as  follows : — Simeon  Ryder,  Robert  Smitl^, 
Wm.  M'Bride,  Alton,  111.;  C.  P.  Huggins,  Bunkei- 
Hill ;  John  S.  Heyward,  Hillsboro' ;  H.  J.  Ashmore, 
Charleston ;  Isaac  Sanford,  Edgar  County  ;  John 
Stryker,  Rome,  N.  Y.;  Edwin  C.  Litchfield,  E.  Bi 
Litchfield,  John  B.  Jcrvis,  Thos.  C.  Durant,  Henrjt 
Ten  Eyck,  N.Y. 


NAME  OF  COMPANY. 


N.H 


Vt. 


Atlantic  and  St.  Lawrence .  . .  Maine 
Androscoggin  and  Kennebec. 

Kennebec  and  Portland 

Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland, 

Boston,  Concord  and  Montreal 

Concord , 

Cheshire 

Northern 

Manchester  and  Lawrence. . .  . 

Nashua  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  Pa.ssumpsic. , 

Rutland 

Vermont  Central 

Vermont  and  Canada 

West«'rn  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  branch  

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taiuiton.  . . 

Norfolk  County 

Old  Colony 

Taunton  Branch 

Vermont  and  Ma.s.sachusetts . . 

Worcester  and  Na.shua 

Western 


a 


Mass 


Stonington 

Providence  and  Worcester.. . 

Canal 

Hartford  and  New  Haven 

Housatonic •. 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . .  . 

Naugatuck 

New  London  an<l  New  Haven. 

Norwich  and  Worcester 

Albany  and  Schenectady 

Buflalo  and  Now  York  City. . 
Bnflalo,  Corning  and  N.  York. 

Butlalo  and  Rockester 

BuflTalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  and  Elmira 

Cayuga  and  Susciuehaima. . . . 
Erie,  (New  York  and  Erie). . . 

Hiidson  River 

Harlem 

Long  I.sland 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Rochester  and  Syracuse 

Rutland  and  Washington 

Saratoga  .and  Wa.shington. .  . . 

Syracuse  and  Utica 

Troy  and  Rutland 

Troy  and  Boston 

Utica  and  Schenectady 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  ValK  y 

Erie  and  North  East 

Harrisburgh  and  Lancaster. . . 
Philadelphia  and  Reading 


R.  L 

<i 

Conn 


NY, 


N.J. 

c< 

l< 

Penn, 


150 
55 
72 
51 
20 
93 
36 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
24 
28 
83 
63 
69 
28 
52 
76 
42 
66 
20 
26 
45 
12 
77 
45 

155 
60 
40 
46 
62 

110 
50 
66 
61 
62 

•65 
54 
17 
91 

132 
76 
69 
50 
47 
35 

464 

144 

130 
95 

118 
35 

184 
60 
41 
53 
32 
39 
78 
96 
65 
45 
31 
63 
56 
20 
36 
95 


3 

a 
ee 
o 


rs 
v 
rs 

c 
s 


1,417,587| 

809,878; 

876,741 

1,355,500 

227,981 

1,649,270 

l,486,000i 

2,078,625' 

3,016,634 

717,5431 

600,000! 


3,000,000 
906,300 
800,000 
123.884 
291,200 
622,000 
none.  \ 
720,900 


none. 


1,097,600 
2,435,328 
8,600,000 
1,500,000 
392,000' 


4,649,392 
1,994,429 
2,180,000 
1,459,384 
In  progres 
2,640,217 
1,485,000 
3,002,094 


651,214 
1,400,000 

673,500 
1,745,516 


650,000 
1,964,588 
3,500,000 12,000,000 
1,500,000 


roo.ooo 


1,830,000 
4,076,9741 
3,160,390i 
4,500,000 

421,296 
1,591,100 
2,850,0001 
1,050,000 
3,640,000 

600,000 

547,016 
1,964,070 

260,000 
2,140,636 
1,134,000 
5.160.000 


1,467,600   300,0001  1,731,498 


3,000,000 


568,861 
2,992,450 

926,000 

760,600 
2,121,110 
1,000,000 

900,000 


1,825,000 
879,636 


425,609 

687,000 

9,612,995 

3,740,615 

4,725,250 

1,875,148 

1,678,311 

360,000 

6,132,990 

860,000 

899,800 

2,400,000 

237,690 

430,936 

4,124,000 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

783,950 

6,666,332 


150,000 

3i»0,000 

425,000 

171,800 

193,500 

500,000 

none. 

100,000 

none. 

.  819,743 
282,300 
none. 

1,001,500 
171,2101 

5,319,520i 


1,996,249 
4,092,927 
3,546,214 
4,845,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,633,673 

620,475 
1,245,927 
2,293,634 

307,136 
3,203,333 
1,321,945 
9,963,769 


472,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
685,301 
1,550,000 


2,500,000 

In  progres 

1,511,111 

4,825,937 


184,903 
872,000 


582,4001 
400,0001 
24,003,865! 
7,046,395! 
977,463 
516,246 
2,780,760 
201,500 
700,123 
400,000 
940,000 
126,000 
100,000 
700,000i 
none. 
650,000 


128,000| 

476,000; 

1,500,000 

13,000' 


688,051! 
10,427,800, 


1,380,610 
2.596,488 
1,774,584 
2,550,500 

In  progres 
2,416,014 
1,921,270 

In  progres 

987,627 

1,070,786 

31,301,806 

10,527,664 
6,102,935 
2,446,391 
4,933,02^i 
607,803 
6,016,778 
1,250,000 
1,832,945 
2,661,477 
329,577 
1,043,367 
4,093,273 
1,693,711 
4,327,4"^ 
1,220,325 
3,245,720 
2,379,880 
1,265,143 
750,000 
1,609,494 

17,141,987! 


.£ 

k 

S.2 


200,233 
131,006 
133,338 
208,669 
15,694 
150,538 
305,805 
287,768 
328,782 


132,646 


324,790 


Leased  to 
Recently 


388,108 
659,001 
429,484 
758,819 

60,743 
229,004 
488,793 
229,446 
574,574 
164,230 

67,251 
322,213 
1.37,406 
218,679 
162,109 
1,339,873 


253,690 


600,408 
329,041 


114,410 
814.714 


*3 

CO 


a 
« 


o 

•c 


none 

jnone 

none 

6 

none 

7  9, 659' none 
141,83610 

55,266  5  ... 
163,0751  5  58 
j  6>^i  99 

61,613j  8  108 
...\. ..  'uoner — 
none 


96 
30 
40 

100 
40 
53i 

108 


165,340 


□one 
none 


the  Vt.  C  ent. 
opened.  ;none 


9 
46 
36 

174 
1014 


none 


130,881' 
338,215' 
212,625! 
331,296; 

30,056; 

72,028' 
241,0171 

99,5891 
232,7871 

43,950, 

23,415;noue 
101,6lOnone 

24,399'  8 

18,648{none 

66,9001  4}.i, 
682,1951  6>i 


7 
6 

7 

2^2 

5 

^H 

8 
6 


100 

109 
884 

104i 
40 
674 
96 

107 
99i 

...rJ  67 
864 


139,614!  6 

...:...jio 

332,223|none 
168,902;  none 
none 


443.9931  7 


Recently  opened,  none 
267,561  116,9651  4>^ 
296,112    164,448!  8 


Recently 


619,976 
Recently 


76,760 

74,241 

3,537,766 

1,063,659 

681,446 

205,068 

435,845 

90,616 

988,366 

Recently 

173,645 

616,918 

Recently 

Recently 

1,029,774 

225,152 

1, 388,-385 

140,154 

603,942 

260.899 

118,617 

Recently 

200,249 

2,480,626 


opened. 


415,323 
opened. 


none 
none 
10 


none 
10 


39,360  none 

23,496inone 

1,691,6231  7 

338,783none 

324,494  5 

44,070!none 

176,1 23inone 

43,609j  4 

549,824  8 

opened. 

136,017 

376,025 

opened. 

opened,  none 

724,770  10 

116,706  8 

478,413 10 

80,361 

316,259 

124,740 

76,890 

opened.  . . 

106,932  8 

1,251,987  7 


4 
10 
3>^ 


174 
60 
091 
56 


124 


109 


45 

66 

146 

85 

65 

182 

130 


68 

•  •  •  • 

804 
724 
644 
36 
384 
70 
156 


30 

182 

33 

196' 

109 

160 

148 


125 
924 


AMERICAN    RAILROAD    JOURNAL. 


409 


Railway  Share  List^ 

Compiled  from  tke  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/$100. 


NAME  OF  COMPANY. 


s 
« 

o 


s 


N.C. 
S.  C. 


Ala. 


Ky- 


Philad.,  Wilmington  and  Balt.Penn 

Pennsylvania  Central " 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna. .  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 

Rich.,  Fred  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina 

Greenville  and  Columbia " 

South  Carolina " 

Creorgia  Central " 

Georgia " 

Macon  and  Western " 

Muscogee " 

Wilmington  and  Manchester..  " 

Southwestern " 

Alabama  and  Tennessee  River 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss 

East  Tennessee  and  Georgia . .  Tenn 
Nashville  and  Chattanooga.  . . 

Covington  and  Lexington 

Frankfort  and  Lexington " 

Louisville  and  Franlcfort " 

Maysville  and  Lexington 

Cleveland  and  Pittsburgh . . . 

Cleveland,  Painesw  and  Ash..  " 

Cleveland  and  Columbus " 

Columbus,  Piqua and  Indiana.  " 

Columbus  and  Lake  Eric " 

Cincinnati.,  Ham.  and  Dayton  •' 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River " 

Ohio  Cental " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  "     I 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  "     j 

Madison  and  Indianapolis "     j 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis     " 

Rock  Island  and  Chicago " 

Chicago  and  Mississippi " 

Galena  and  Chicago m. 

Illinois  Central " 

Michigan  Southern Mich. 

Michigtm  Central " 

Pacific Mias. 


98 

250 

1  30 

47 

381 

i  38 

I  57 

,  66 

27 

64 

73 

22 

76 

62 

107 

60 

32 

161 

110 

140 

242 

191 

211 

101 

71 


50 
65 
93 
33 
88 
60 
80 
125 

28" 
65 


Ohio.  100 

71 

135 


61 
60 


40 
20 
36 
31 
37 
84 

167 
57 


187 


87 
64 
31 


131 
83 


62 
88 
40 
72 


3,860,000 
9,768,163 


9,188,300 
1,650,000 


1,372,324 


1,328.722 
1,400,100 
3,000,000 
180,000 
1,338,878 


1,004,231 
3,858,840 
3,100,000 
4,000,000 
1,214,283 


586,887 


776,259 
879,868 
688,611 


836,000 
2,093,814 
1,430,000 


.a 

rs 

c 


•s 


2,403,276 
5,000,000 


9,827,123 


200,000 


O    5 
o , 


§ 


as 
bO 

B 

S 


09 

bo 

c     . 


00 


c 


m 
V 

.S 


e 

•c 


6,813,839    667,7861    383,601' 
15,600,000!l,943,827|    617,626, 


19,642,30711,326,663:  615,384   7 

1,650,000|    348,622;  216,237 1  8 

413,673;  162,536: 
In  prog. 
In  prog. 


In  prog. 


800,000  In  prog. 
446,036  In  prog. 


1,500,000 

120,000 

1,134,698 


300,000 

3,000,000 

306,187 

1,214 

168,000 


150,000 
'400,666 


641,000 
850,000 
900,000 


1,239,454 


3,027,000 


1,694,000 


310,000 


2,370,784 

900,000 

1,860.500 


1,750,700 


562,000 
1,092,137 


1,650,000 


92 
315 
282 


632,387 


1,371,000 
"  ^8,266 


906,000 
'660,666 


1,000,000 


2,450,000 


800,000 
119,500 


750,000 


In  prog. 

416,532' 
2,965,574 


176,486 


89,776 
510,038 


74,902none 

jnone 

il2 

153,898'  6 


In  prog. 

7,002,3961,000,717  609,711  7 

3,378,132!    945,508  508,625  8 

934,4241  466,468  7}4 


71 
100 


71 
42 


1,596,283 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 
1,330,960 


In  prog. 
In  prog. 
In  prog. 


296.684 


153,697    9 


129,395'      71,636;  8 


173,642!      76,079|  8 


87,421      44,260 


In  prog. 
2,963,756|    194,4291    123,306   6 


3,655,000,    777,793;    483,48312 
In  prog.     1 1 . . . 


2,600,000!   321,7931    200,967... 
In  prog.     ; j . 


126 
102 

169' 


102 
132 


925,000^Recently 
In  prog. 


opened. 


In  prog.     ! i ' 

2,634,157 1    626,746    314,670    10 
1,866,000; 

665,751 

In  prog. 


Recentlyjopened. 


In  prog. 

1,317,140  Recentlv  opened. 

1,257,714!  237,606  135,363  15 

In  prog.   ! i 


116 

'so 

6' 


120 


15C 


"    iRecently  'opened. 

"      I ! , 

In  prog. 


663,100 


l,932;361 
2,499.410 


Recently  opened 

2,400,000  616,414  268,076  10 

In  prog 

1,363,019  106,593 


71,446!  4 


500,000,In  prog.   472,109 
2,629,000  6,430,246  292,187 


293,046 


Stock  and  Money  Market* 

j    The  past  has  befcn  a  very  dull  week  in  Wall  st. 
The  hot  season  ha^  come  upon  us  all  at  once,  and 
great  numbers  of  *ur  active  businest  men  are  pre- 
paring to  leave  th  ;  city,  and  are  puf  lirtg  their  af- 
fairs in  trim  for  a  summer  vacation.]    There  w  ao 
indisposition  to  ^nter    n]K)n   new  lengagementa, 
which  will  continue  until  the  first  6f  September. 
The  fancy  stock  market,  sympath^ing  with  the 
general  curtailme  it  in  the  regular  4epartment8  of 
business,  is  unusually  flat.     There;  appears  to  be 
no  disposition  to  operate,  and  prices  are  conse- 
quently receding       The  impressicii  is  universal 
that  we  are  to  hi  ve  a  dull  summed,  as  far  as  the 
stock  and  securit  r  markets  are  concerned.     Mon- 
ey, on  the  other  liand,  is  becoming  paore  and  more 
abundant,  and  se<  ms  likely  to  continue  so  for  some 
time.     The  liabilities  of  the  business  community 
have  been  diminishing  for  some  months  past,  and 
the  comparative!  r  fewer  calls  for  tnoncy  tend  to 
increa.'ie  the  supfly.     Its  abundance  does  not  ap- 
pear to  give  any  vitajity  or  impali^  to  operations 
in  fancy  stocks.     The  communityi  has  evidently 
become  tired  of  1  he  fancies  now  uncm  the  market. 
Many  of  them  h  ive  been  held  for  years  without 
yielduig  any  reti  rn,  and  so  generdll  is  the  convic- 
tion of  their  wc  rthlessness,  that  levery  body  is 
anxious  to  get  lid  of  them  at  soiie  rate.     Some 
juw  scheme  is  now  wanted,  of  wlitch  vast  results 
can  be  predicate  i,  with  a  plausibifty  that  is  diflS- 
cult  to  disprove ,  to  give  a  new  tone  to  the  market. 
The  old  projects  are  woni  completely  threadbare. 
Ingenuity  can  no  longer  invest  ti^em  with  appar- 
ent merits.     Evrry  side  of  them  ^as  been  shown 
up.     Something  new  is  wanting  to|excitc  attention 
and  curiosity,  and  to  provoke  intf  action,  parties 
already  surfeite<  ■  with  the  old.       j 

The  Erie  divi<  lend  continues  to  lie  a  leading  top- 
ic in  the  street.  .\11  discussion  knd  speculation 
may  be  to  little  purpose,  till  the  fticts  of  the  case 
are  known.  It  is  of  little  use  tojsupiK>se  a  case, 
that  may  be  so  soon  disproved  by  the  report  of 
the  Dividend  Committee. — Still  4pon  a  supposed 
case,  which  is  v  ;ry  likely  to  occur;,  we  think  it  the 
true  policy  of  th  ;  company  to  passia  cash  dividend. 
Mr.  Loder's  recint  letter  in  reply  ^o  our  strictures 
gave  the  foUowi  ng  as  the  conditio*!  of  the  compa- 
ny on  the  first  diiy  of  March  last,  iriz 


I  75 
162 


Capital  stock . 
Funded  debt . . 
Floating  debt 


.  $9,612,996 
.  18,003,688 
.    3,684,947 

$31,301,630 


108 


136 
125 
14i 
117 


Total  cost  . . . 

Now  we  presiime  that  no  dividej^d  will  be  made, 
without  being  liccompanied  withj  the  proper  evi- 
dence that  one  las  been  tarnnl ,-  tliat  is,  a  dividend 
without  a  balahce  sheet,  is  no  li)nger  a  suppos- 
able  case.  The  point  is,  what  isjto  be  done,  pro- 
vided the  increise  of  capital  aoc<iunt  leaves  noth- 
ing for  divideijd.  Will  it  be  a  jdictate  of  sound 
policy  to  declaie  one  under  such  circumstances  T 
Certainly  not ;  tbecause  it  is  not  jcertain  that  one 
has  been  earned.  Should  therflj  be  nothing  left 
after  paying  t^e  interest  on  thai  indebtedness  of 
the  company,  dne  of  two  things] are  true;  either 
that  no  dividei]|(l  has  been  eame(^  or  that  the  con- 
struction is  noti  closed  ;  and  until  the  construction 
account  is  closid,  it  is  impossible!  to  say  what  the 
net  earnings  of*  a  road  are.  Thi  double  track  is 
in  progress,  to  ibe  sure,  but  the  4ost  of  this  is  un- 
doubtedly chak-ged  to  a  distinci  account.  If  by 
taking  the  ordinary  course  pursted  by  other  com- 
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panics,  the  Erie  road  has  earued  a  dividend,  jlet  it 
be  declared,  by  all  means.  If  not,  pass  it.  j  The 
true  way  will  be,  to  treat  the  whole  subject  in  a 
straight  forward  manner,  to  look  at  it  as  it  is^  and 
not  through  that  enlarged  vision  which  sees  bros- 
pective  results  never  to  be  realised  ;  nor  to  exam- 
ine it  under  the  influence  of  past  hopes  or  pledges. 
A  dividend  cannot  iucrejise  nor  diminish  the  Earn- 
ings of  the  road;  cannot  destroy,  nor  add  t^,  its 
future  usefulness — and  not  the  slightest  relason 
now  exists  why  tl^e  a^yon  of  the  directors  should 
not  be  governed  by  the  facts  as  they  actually;  are. 

We  have  no  interest  nor  wish  foreign  to  the  jbest 
good  of  this  road,  and  all  parties  connected  t^ith 
it.  We  desire  its  success  as  much  as  Any  one ;  iand 
our  opinion  is,  that  its  real  success  can  be  promot- 
ed in  no  manner  so  effectually  as  by  omittipg  a 
dividend  on  the  first  of  July.  Whatever  sucbcss 
may  have  crowned  the  efforts  of  the  directors, 
there  oan  be  no  doubt  that  they  have  givenj  nu- 
merous pledges  which  they  have  hot  fulfilled, 
that  subsequent  results  have  shown  many  of  their 
statements  to  have  been  incorrect,  and  that  minch 
dissatisfaction  and  distrust  exists  as  to  their  man- 
agement of  the  company's  affairs.  This  feeling  is 
wide  spread.  If  it  is  without  any  good  founda- 
tion, the  public  mind  should  be  disabused.  Td  do 
this  (provided  a  dividend  has  not  been  earned  be- 
yond all  dispute,)  there  is  only  one  course  l^ft, 
and  this  is  for  the  directors  to  say  :  "  As  charges 
have  been  brought  against  our  management,  ind 
particularly  in  the  payment  of  dividends  which, 
apparently  have  not  been  earned,  we  are  going  to 
probe  the  charges  to  the  bottom,  forihe  purpose 
of  deteiTOining  the  true  condition  of  the  compa- 
ny's affairs  ;  and  as,  for  this  purpose,  we  must  take 
a  longer  time  than  till  the  first  of  July,  we  shall 
declare  no  more  dividends  till  the  result  of  our  In- 
vestigation makes  our  way  clear."  Ifthedirfec- 
tors  would  have  the  moral  courage  to  take  t^is 
view  of  the  subject,  it  would  be  an  auspicious  ^y 
for  the  Erie  railroad.  It  would  at  once  secure  lihe 
public  confidence  in  their  intentions.  It  woiild 
not  only  strengthen  the  position  of  the  comp;«)y 
abroad,  but  would  be  worth  twenty  times  the  afti't 
of  the  proposed  dividend  in  its  effects  upon  the  Se- 
curities of  other  roads.  It  would  be  an  announce- 
ment of  a  sound  policy  which  would  be  of  incjil- 
culable  advantage  to  our  whole  railroad  systeba. 
It  would  show  at  least  an  intention  to  do  the  rlgjlit 
thing.  Its  effect  would  be  an  immediate  improve- 
ment in  the  securities  of  the  company,  and  '^ve 
think  in  the  end  it  would  help  the  stock.  It  woi^ld 
be  hailed  as  a  guarantee  for  the  future  good  ma|n- 
*gement  of  the  road,  and  by  dispelling  the  dou|l>t 
and  uncertainty  that  exists  as  to  the  real  value  jof 
the  stock,  it  would  make  its  market,  and  actual 
value,  the  same.  At  the  present  time  the  stoi^k 
has  no  firmness,  nor  will  it  ever  have,  if  matte^ 
go  on  as  they  have  done.  The  slightest  rumor,  6r 
symptom  of  disturbance,  in  the  money  market, 
gives  it  spasms,  and  make  it  the  constant  sport 
of  all  the  little  panics,  tempests  in  tenpols,  got  dp 
by  operators  in  the  street.  From  such  a  fate  \|e 
should  like  to  see  the  Erie  road  rescued.  It  is  dis- 
serving a  better  one.  It  is  the  greatest  monumett 
of  the  kind  in  this  country,  if  not  in  the  world,  aiid 
its  financial  condition,  its  manjigement,  and  its 
reputation  should  correspond  to  the  greatness  of 
the  work.  We  know  that  the  road  was  built  ufi- 
df r,,grf at  dMculties.    We  caa  rery  well  M««Dt 


excuses  for  past  errors,  that  cannot  be  claimed  for 
the  future. 

The  directors  must  know  that  the  eyes  of  capi- 
talists of  Europe,  as  well  as  of  this  country,  are 
upon  them,  and  that  they  are  responsible  to  a 
wider  tribunal  than  that  composed  of  the  few  who 
may  be  loaded  with  the  stock  for  purposes  of 
speculation.  Whatever  they  may  do,  we  shall  be 
satisfied,  pruriiied  their  acts  refiectthe  ocIimI  state 
of  the  company's  affairs. 

Since  the  above  was  in  type,  the  postponement 
of  the  July  dividend  has  been  publicly  announced. 
As  we  were  convinced  that  none  had  been  earned, 
we  are  exceedingly  gratified  that  the  directors 
have  meet  the  crisis  in  the  manner  they  have. 
Having  broken  the  ice,  they  will  feel  no  longer 
bound  by  the  pledges  of  the  past,  but  are  now  left 
free  to  act  up  to  their  own  convictions  of  what  is 
for  the  real  interest  of  the  road.  The  step  they 
have  taken  cannot  fail  to  do  much  to  restore  con- 
fidence in  the  management  of  this  road,  and  of 
similar  works. 

The  actual  earnings  of  the  road  for  the  first  six 
months  of  the  year  (estimating  those  of  June  to  be 
$360,000),  are  stated  to  be  about  $2,050,000. 
The  expenses  are  reported  to  be  about  60  percent 
of  this  sura.  The  deht  of  the  company  is  stilted 
to  be  as  follows :  .  "        , , 

Funded  debt $r.),053,868 

Floating  debt 2,747,234 


unkind  feeling  toward  the  company,  or  parties, 
who,  in  the  excitement  of  the  moment,  may  have 
treated  us  unkindly.  For  one,  we  stand  ready  to 
lend  the  Erie  railroad  a  hand,  in  helping  it  on  in 
its  new  career. 

The  Michig.in  Central  railroad  company's  earn- 
ings for  May,  were 

1853. 

Passengers $66,610  93 

Freight 47,224  12 

Miscellaneous 21,367  46 


1852. 

$66,518  66 

67,1J>5  05 

20,104  06 


Total $21,801,102 

Estimated  earnings  for  six  months 2,050,000 

Deduct  interest  on  debt $763,038 

"         running  expenses..  ..1,230,(MK) 

1,99.1,038 


Leavrag  for  dividend 56  %2 

The  amount  of  outstanding  stock  is  stated  to  be 
$9,930,930. 

If  the  strict  rumors  are  correct,  the  capital  ac- 
count has  increased  some  $40<t,000  since  March. 
This,  however,  is  mere  conjecture. 

We  understand  that  the  actual,  are  less  than  the 
reported,  earnings  of  the  road  by  at  least  $100,- 
000.  This  deficiency  has  arisen  from  the  draw- 
back found  to  be  due  connecting  lines.  In  our  re- 
cent articles  upon  the  management  of  this  road, 
we  took  the  ground  that  a  large  discrepancy  would 
be  found  to  exist  between  the  actual  and  reported 
earnings  from  the  very  nature  of  the  case.  A 
large  portion  of  the  freight  of  the  Erie,  is  received 
from  other  roads,  the  charges  upon  which  are  col- 
lected at  Nnr  York.  The  receipts  therefore  upon 
the  Erie  road,  by  no  means  express  the  amount  of 
the  earnings.  We  hazarded  the  conjecture  that  a 
proper  i-.xhibit  of  the  affairs  of  the  company  for 
1852,  would  have  showed  a  fact,  which  is  now  ful- 
ly admitted  by  the  directors. 

The  directois  will  undoubtedly  publish,  as  soon 
as  can  be  done,  a  report  setting  out  in  full  the  con- 
dition of  the  company's  affairs.  Released  as  they 
are  from  all  obligation  to  the  past  policy  of  the 
company,  we  have  no  (ears  that  they  will  not 
adopt  such  a  policy  for  the  future,  as  shall  pro- 
mote the  best  good  of  all  concerned.  We  shall 
eontriiute  what  we  can  toward  such  a  result. 
We  felt  compelled  to  attack  tliftmanagement  of  the 
company  in  the  very  flush  of  its  succes."^.  The  re- 
sult has  completely  indicated  both  our  sagacity, 
and  our  motives.  Wc  are  too  w<ll  einlent  with 
the  food  we  havp  a'^Rowiyiifci^v  i,  i».  fiiTieh  wiy 


Total $135,202  50    $153,817  67 

For  the  six   months  ending  31st  of  May,  they 

were  $440,763  64  against  $324,386  78,  in  the  same 

period  of  last  year.  i^  .' 

The  decrease  in  May,   1853,  as  compared  with 

May,  185li,  is,  it  will  be  seen,  entirely  in  freight. 

The  whole  fancy  market  has  settled  down  with 
Erie.     Dividend  paying  stocks  are  unaffected. 

The  Sub-Treasury  has  over  eight  millions,  being 
a  much  larger  amount  than  ever  before  reached. 

The  entire  track  of  the  Bellefontaine  and  India- 
na railroad,  with  the  exception  of  seven  miles  at 
its  western  terminus,  (Union)  is  now  laid.  The 
whole  will  be  completed  and  in  full  operation  dur- 
ing the  present  month. 

The  Western  railroad  of  Massachusetts  has  paid  a 
dividend  of  ?>y^  per  cent,  and  in  ;widition,  the  com- 
pany pays  annually  from  its  net  income  the  sum 
of  $50,000  to  the  sinking  funds,  and  the  interest 
earned  by  these  funds  is  $60,000  more,  so  that 
equal  to  2  f)er  cent  is  gained  for  the  benefit  of  the 
stock,  in  addition  to  the  two  dividends.  The  val- 
ue of  these  funds  is  etjual  to  more  than  $20  the 
share,  and  it  is  estimated  that  they  will  be  suflS- 
cient  to  pay  the  debt  at  maturity. 

The  bids  for  the  $3,000,000  Illinois  Central  rail- 
road loan  opened  recently  reach  an  aggregate  of 
$4,930,000,  ranging  from  par  to  o^-g  per  cent  pre- 
mium. 

The  earnings  of  the  Macon  and  Western  railroad 
company  for  May  were  : 

Passengers $6,812  27 

Mails 1,080  04 

Freights 8,717  30 


Corresponding  month  last  year. 


$16,609  61 
18,257  96 


Decrease $1,648  36 

Brie  and  N.  T.  City  Railroad. 

Active  operations  have  been  commenced  up- 
on this  work ;  a  large  number  of  men  are  at 
work  between  Randolph  and  Little  Valley,  and  we 
learn  from  the  contractors  that  it  is  their  design 
to  have  the  road  opened  to  Randolph,  16  miles, 
before  the  1st  of  January  next. 

The  entire  line,  from  Little  Valley  to  Erie  will 
be  put  under  contract  forthwith.  The  people  on 
the  line  are  showing  their  energy  and  confidence 
in  the  road  by  liberal  subscriptions  to  the  stock  ; 
about  $400,000  has  already  been  secured  in  the 
country.  '  .  r'      I/ 

From  the  mouth  of  the  Little  Valley  Creek,  on 
the  Alleghany  river,  at  the  very  base  of  the  most 
northerly  spurs  of  the  Alleghany  Mountains,  it 
leaves  the  N.  Y.  and  E.  road,  and  strikes  an  almost 
direct  west  line,  through  a  populous  country,  to 
the  harbor  of  Erie  ;  a  harbor  cpcn  earliest  in  the 
Spring  and  latest  in  the  Fall  of  any  on  the  South 
Shore  of  the  Lake,  east  of  Cleveland,  and  certain- 
ly the  beat  point  tor  both  p««e«D|fen  and  ft«ighl 
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moving  east  or  west,  to  take  or  leave  the  lake  aud 
the  Lake  Shore  road. 

The  Erie  and  New  York  City  railroad  presents 
the  shortest  and  best  route  for  the  entire  Western 
country  South  of  the  Lakes  at  least,  to  reach  New 
York ;  farther  north  than  this  road  both  the  dis- 
tance and  grades  are  increased ;  farther  south  you 
meet  the  impassable  barriers  of  the  Alleghany 
Mountains,  or  become  embarrassed  with  their  im- 
practicable grades,  or  entangled  among  their  circu- 
itous gorges. 

Colnmbua  and  Xenia  Kallroad. 

We  have  the  third  annual  report  of  this  Compa- 
ny, made  up  for  the  first  eleven  months  of  1862, 
which  present  the  following  exhibit  of  their  af- 
fairs:— 
Entire  cost  of  road  and  fixtures  to 

Dec.l  1852 Sl,257,007  88 

Capital  stock  paid  up  and  issued. . .    1,092,137  97 
Bonds  issued « 118,500  00 


Receipts  for  11  months  to  Dec  1,  '52  ^237 ,506  22 
Current  expenses  for  do 102,142  72 


Leaving  as  net  earnings $135,363  50 

Increase  of  receipts  over  correspond- 
ing 11  months  of  previous  year. . .      $42,786  68 
A  dividend  of  ten  per  cent,  payable  in  stock 
was  declared  July  1st,  1852,  out  of  the  net  earn 
ings  of  the  preceding  six  months,  and  from  a  por- 
tion of  the  surplus  earnings  of  the  previous  year, 
A  second  dividend  of  five  per  cent,  in  cash,  was 
declared  November  30th. 

The  through  passengers  for  11  months  were  103, 
651.  The  way  passengei-s  for  same  time  were  22, 
416.  An  increase  over  a  like  period  in  1851  of  33, 
023  through,  and  4,131  way  passengers. 


Journal  of  Railroad  l,m\rt 

LIMITING    A    carrier's    LIABILITY. 

This  may  be  done  by  express  notice,  in  England 
as  well  as  in  this  country ;  and  there,  as  well  as 
here,  it  is  necessary  that  the  notice  by  which  the 
carriers'  liab  ility  is  designed  to  be  restricted 
should  be  actually  brought  home  to  the  knowledge 
of  tlie  party  who  is  to  be  charged  therewith. 

This  was  the  turning  point  in  a  late  case,  tried 
at  Nisi-Prius,  in  the  English  Court  of  Queen's 
Bench.  Walker  rs.  Ike  York  and  North  Midland 
Railway  Company — before  Justice  Coleridge. 

The  action  was  brought  against  the  company 
upon  the  alleged  ground,  that  they  had  failed  to 
deliver,  in  season  for  the  London  market,  a  quan- 
tity of  herring,  which  had  been  sent  by  the  York 
and  North  Midland  road.  Mr.  Reynolds,  one  of 
the  defendants'  witnesses.ftestified  that  he  had,  by 
tte  direction  of  the  company,  personally  notified 
the  Yarmouth  flsliermen,  (and  the  plaintiff"  in  par 
ticular)  that  such  company  would  not  be  liable  for 
not  delivering  fish  in  -London  in  season  for  the 
market.  Plaintiff"  endeavored  to  show  that  at  the 
time  when  the  notice  was  alleged  to  have  been 
served  "  he  was  out  in  a  cobk." 

The  Judge  told  the  jury,  that  if  they  were  sat- 
isfied that  a  notice  like  that  in  question  had  been 
served  upon  the  plaintiff",  they  must  find  a  verdict 
for  the  defendants.  And  accordingly  a  verdict 
was  rendered  in  favor  of  the  company. 

A  similar  case  was  decided  between  Shaw  and 
the  same  company  in  1849.    In  the  case  last  men 
tioned,  plaintiff"  alleged  that  the  defendants  were 
proprietors  of  the  York  and  North  Midland  rail- 
wajr,  and  of  certain  carriagee  fbr  the  ooaveyance  of 


passengers,  cattle  and  goods  upon  the  said  railway 
for  hire;  that  they  received  nine  horses  from 
plaintiff"  to  be  safely  carried  in  the  railway  carri- 
ages of  defendant,  at  the  ordinary  prices ;  and  tha* 
from  the  insufficiency  of  one  of  the  carriages,  one 
of  the  horses  was  lost.  It  appeared  that  when  the 
horses  were  received,  a  ticket  was  given  to  the 
plaintiff,  stating  the  amount  paid  by  the  plaintiff' 
for  the  carriage  of  the  horses,  and  the  journey  they 
were  to  go,  and  having  at  the  bottom  the  following 
memorandum : 

N.B.  This  ticket  is  issued  subject  to  the  owa- 
ers'  undertaking  all  risks  of  conveyance  whatsoev- 
er, as  the  company  will  not  be  responsible  for  any 
damage  or  injury,  however  caused,  occurring  to 
horses  or  carriages  while  travelling,  or  in  loading 
or  unloading." 

The  Court  held  that  the  terms  contained  in  the 
ticket  formed  part  of  the  contract  for  the  carriage 
of  the  horses,  and  that  the  alleged  duty  of  defen- 
dants, safely  to  carry  the  horses,  did  not  arise. 

DAMAGES  IN  CASE  OP  DEATH. 

The  close  connection  between  the  spirit  of  an 
age  and  its  legislation,  is  in  no  respect  more  for- 
cibly shown  than  by  modern  laws  in  regard  to  dis- 
asters in  travelling. 

By  the  old  Common  Law,  the  death  of  a  hnman 
being  furnished  no  ground  of  action  for  damages, 
however  valuable  such  a  life  might  have  been. 
Stern,  indeed,  was  the  puitiskment  inflicteil  of  old 
upon  those  who  had  occasioned  by  negligence  the 
death  of  another ;  but  the  idiea  of  ascertaining  the 
pecuniary  damages  sustained  by  the  family  of  a 
person  killed  by  the  fault  of  another,  was  the  fruit 
of  a  commercial  and  practical  age. 

It  is  obvious,  that  measuring  damages  in  such 
cases  by  the  past  animal  earnings  of  the  deceased, 
can  only  be  deemed  an  imperfect  and  approximate 
method — for  they  who  earn  most,  are  most  apt  to 
save  something  for  the  future — and  their  families 
may  consequently  suffer  less  from  their  loss  than 
if  their  earnings  had  been  more  scanty. 

In  England,  it  was  not  until  the  9th  year  of  Vic- 
toria, that  a  statute  was  enacted  rendering  a  party 
who  had  occasioned  the  death  of  another,  liable  to 
the  widow  and  next  of  kin  of  the  deceased. 

In  New  York  a  similar  act  was  passed  in  1847. 
But  in  1849  it  was  amended,  by  providing  that  in 
such  a  case  the  damage  awarded  should  not  ex- 
ceed $5,000.         •  j 

In  Massachusettr,  by  the  law  of  1840,  the  wifiow 
aud  next  of  kin  may  maintain  actions  under  the 
circumstances  above  mentioned — but  they  cannot 
be  allowed  damages  greater  than  $6,000,  nor  less 
than  $500. 

Kindred  provisions  exist  in  Maine  and  New 
Hampshire.  j 

In  Connecticut,  a  law  was^passed  several  years 
ago,  allowing  actions  to  be  brought  by  the  repre- 
sentatives of  deceased  persons  when  the  latter 
have  been  killed  by  the  wrongful  act  or  negligence 
of  others — but  it  does  not  limit  the  amount  to  be 
recovered.  We  need  hardly  mention  that  since 
the  Norwalk  disaster  this  subject  has  been  under 
earnest  consideration  in  the  Legislature  of  that 
State,  and  a  highly  stringent  act  will  be  the  prob- 
able result.  But  many  suits  have  been  com- 
menced in  Connecticut  by  the  surviving  friends  of 
the  Norwalk  suff"erers  under  the  law  already  in 
force. 

In  several  of  the  States  the  laws  in  regard  to 
this  subject  are  undergoing,  or  hare  undergone, 


material  chaug(«.  But  the  general  tendency  Jn 
this  country  is  s  ,rongly  in  favor  of  awarding  dam- 
ages to  the  wid(  ws  and  next  of  kin  of  those  who 
are  killed  on  rai  Iroads  and  steatBefs. 

The  followinf  is  extracted  from  the  correspoii> 
dence  of  the  B<  ston  Post :  |  ||  j 

•'  A  lady  was  travelling  with  hef  huMbaod  on  th« 
Midland  Counties  railway,  iu  IbSjl,  when  another 
train  ran  into  tlieirs,  killing  the  bu.«band  and  sev- 
eral others.  T  »e  laidy  brought  a  iiuil — a  mm  wa* 
off"ered  but  8h<  would  not  acoef  t  it — and  it  was 
contested.  Th  ;  killing  was  not  j  denied,  nor  the 
carelessness  of  tlw  action  ;  it  wjis  merely  a  ques- 
tion of  damage:  i.  The  lady  proved  that  her  hus- 
band was  a  pr>fessional  man,  al lawyer,  I  think, 
and  that  his  average  annual  income  was  £2,000. 
His  age  was  pr  )ved,  I  believe  hefwas  38.  Life  in- 
surance tables  were  then  consulted,  and  the  aver- 
age length  or  c  uration  of  lives  h(|yond  that  jK-riod 
was  ascertaintd.  The  probable  duration  of  his 
life,  or  its  '  vj^lue,'  as  life  insurhnce  has  it,  was 


found,  and  it 


reached,  I  think ^  52  years,  or  14 


years  beyond  Bie  period  of  hi«  ^(^atb.  They  then 
took  either  on;-half  of  his  inco^ie,  or  one  third, 
one-half,  I  beli(  ive,  for  the  lady,  a()d  computing  the 
value  by  comf  ouiid  interest  for  H  years,  awarded 
the  amount,  and  it  was  nearlyl  seventy  tJurusand 
dollars."  ^    j 

Accsrate  and  Economical   Method  of  Bor« 
Ingf  Crank  Pin  H0les. 

Machinists  i  »ften  meet  \nth  difficulty  in  boring 
the  holes  for  the  crank  pins  of  a  pair  of  driving 
wheels,  so  tha  t  they  shall  be  exjactly  at  right  an- 
gles with  each  other.  The  pld  plan  was  to 
"plumb"  one  pair  of  center»dnone  wheel,  and 
"level"  the  oiher.  This  method  involved  much 
fitting  and  m  my  trials.  A  mslchine  having  two 
boring  bars,  i  ,t  opposite  ends,  ^nd  at  right  angles 
one  with  the  <  ither,  has  been  usf  d  in  some  locomo- 
tive shops.  ]  t  cannot,  howeve^,  be  used  for  any 
other  purpos( ,  and  it  requires  t|iat  for  inside  con- 
nections the  cranks  shall  always  be  forged  one 
way  ;  or,  in  ether  words,  that  ^e  "  throws"  sh?ll 


be  always  in 
other — a  ma 


times  forget  <  (r  mistake. 


An  entirelj 
method  may 


the  same  relatille  position  to  each 
ter  which  the  fofgemen  may  some- 


accurate  and  aw  extremely  simple 
be  practised  for  thi«  purpose,  by  a 


little  adjustn  tent  of  the  face  plate,  and  boring 
spindle  of  th<  large  lathe.  It  is  as  follows:  A 
circle  is  cut  l»y  running  the  point  of  a  tool  near 
the  edge  of  t  le  face  plate,  and  jthis  is  divided  mto 
four  equal  c  ivisions  by  "  levejing "'  and  "  plumb- 
ing." A  holi  is  made  through  the  face  plate,  in 
line  with  th;  center  and  one^of  the  points  just 
found,  and  » t  the  proper  distaice  from  the  center 
to  receive  th  j  crank  pin  of  a  driving  wheel.  The 
boring  bar  i  s  adjusted  to  poibt  directly  in  a  line 
between  the  center  and  the  n<^t  point  in  the  cir- 
cle. Thus  t^iere  is  a  constant  hngle  of  90  degrees 
between  the  center  of  the  h<Jle  in  the  face  plate 
and  the  boritg  spindle,  and  tht;  face  plate  may  be 
secured  in  th^s  position.  In  boiing  for  a  pair  of  new 
wheels,  one  ^heel  may  be  bortd  in  the  usual  man- 
ner upon  tb^  face  plate,  aflerwards  drawn  upon 
the  axle,  together  with  the  ot^er  wheel,  which  can 
be  set  approximately  in  its  i»ropcr  relative  posi- 
tion, and  thf  crank  pin  of  thejfirst  wheel  be  fitted 
and  entered  in  the  hole  foui^i  in  the  face  plate. 
The  wheels  kre  then  readily  placed  in  adjustment 
with  the  boring  spindle,  and  tl^e  second  bole  bored 
out  accurately  and  expeditidusly.  This  method 
should  be  perfectly  understood,  and  practised  in 
every  repaitf  shop,  as  it  is  alw«fs  right,  a&d  nukes 
Qo.ezpcBMi 
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Cenans  of  Daytoa. 

The  censna  of  the  city,  taken  by  ordeij  of  the 
Council,  has  just  been  completed,  and  shoiws  the 
following  result  as  compared  with  the  eiAimera- 
tionofl860: 

„^.  iteO.  1853. 

White  pop 10,771  16,562 

AddColor?;d 205         10,976 


Increase  since  1850 J .  5,586 

The  growth  thus  indicated  has  mainlyj  taken 
place  during  the  last  half  the  period  since  the  Fed- 
eral census.  The  causes  which  produced  it— the 
railroad  and  manufacturing  elements — arfe  now 
operating  with  constantly  augmenting  vigor,  and 
we  have  every  reason  to  expect  that,  in  twoj  years 
from  this  time,  the  population  of  Daytoi  will 
come  up  to  twenty-five  thoussand — Daytok  Ga- 
xelte.  I 


DIVIDEND  NOTICE. 


y 


all- 


Alexandrla,  Lioudonii  and  Hampslilre 
road. 

Charles  P.  Manning,  Esq.,  long  connectedj  with 
the  Baltimore  and  Ohio  railroad,  and  an  eniineer 
of  ability  and  experience,  has  been  appointedlChief 
Engineer  of  this  road,  Robert  T.  Mason,  Esq.,  of 
Va.,  assistant  engineer,  and  Reuben  Johnson  E?q., 
of  Alexandria,  Clerk  of  the  Company.  I 

This  road,  as  is  well  known,  is  to  connect  the 
city  of  Alexandria  with  the  coal  field  of  the  (Jeor- 
ge's  Creek  Valley.  The  State  of  Virginiahas  sub- 
scribed three-fifths  of  the  amount  necessaiy  to 
construct  it  about  one-half  of  the  way,  to  b^  ex- 
pended on  the  eastern  section,  and  private  in(^vid- 
uals  have  taken  a  sufficient  amount  of  the  balance 
of  the  stock  to  secure  the  immediate  commence- 
ment of  operations.  The  work  has  been  entered 
upon  with  energy,  and  the  President  of  the  com- 
pany, Lewis  McKenzie,  Esq.,  of  Alexandria,  is  a 
gentlemen  who  will  push  it  forward  with  unceasing 
activity.  | 

Vlneennes  and  Padaeab  Railroad. 

Hon.  A.  O.  Ellis  has  resigned  the  Presidencjr  of 
the  Ohio  and  Mississippi  railroad,  and  has  been 
elected  President  of  the  Vincennes  and  Padi^ah 
road.  The  length  of  this  road  will  be  one  Hun- 
dred and  thirty  miles.  We  learn  that  Judge  ^llis 
recently  visited  Cincinnati  and  procured  a  stock 
subscription  of  $4,000  to  the  road,  and  that  jthe 
first  installment  on  the  subscription  placed  to  his 
credit.  The  plan  is  to  finish  this  road  re^dy 
to  run  by  the  1st  of  January,  1855.  The  Ohio  And 
Mississippi  company  will  endorse  this  Padu^ah 
company,  and  thus  secure  a  connection  with  Mem- 
phis and  New  Orleans,  and  also  with  the  Mobile 
road.  i 


**  Gardner^s  Rock  Drill."  i 

DESIGNED  for  TunnellitiK,  Quarr>-  use,  and  Rock  Exca  va- 
tioos  of  all  descriptions,  by  the  use  of  whichi^  saving  of  60 
to  75  per  cent  is  made. 

Applications  for  Territorial  Rights  and  Machines  muKt  benm.de 
to  the  Patentee.  G.  ARTHUR  GARDNER, 

Trinity  Buildintpd,  Broadway, 
Tune  9,1853.  New  York 

WTa^AfiaNSON, 

MINING  ENGINEER,   SURVEYOR  AND  DRAFTSMAN, 

CUMBERLAND,  MARYLAND, 

Will  attend  to  business  in  his  Profession  in  the  Coal  Refjion  a^d 
vicinity. 

REFERENCES: 
Jerry  Cotelea,  Esq.,  New  York. 
CoL  Wm.   Young.  do.  ,„    ,  . 

Jaa.  W.  McCuUoh,  Esq.,  U.  S.  Treaa.,  Washington. 
June  25,  1853. 


Railroad  Iron. 

^/^/-\/~v  Tons  of  Rails,  weighing  ftoniSS  to  60  lbs.  per  yatd 
^\J\J\J  of  Favorite  Patterns,  now  on  hand  in  New  Yorh, 
For  sale  by         W.  F.  WELD  &  CO., 
June  21, 1862.  ^  *2  Central  Whaii;  Boston. 

.   .   -   '       ■•., '  _  ■■.,        .  'r  . 


THE  SEMI-ANNUAL  INTEREST  falling  due 
in  this  city  on  the  1st  day  of  July,  1863,  on 
the  following  named  Securities,  will  be  paid  on  and 
after  that  date  at  the  office  of  the  undersigned  on 
presentation  of  the  proj)er  Coupons,  viz  : 

The  Bonds  of  the  State  of  Indiana  for  Banking 
Purposes  issued  in  1854,  being  the  $1,390,000  loan, 
6  per  cents. 

The  State  of  California   Seven  per  Cent  Civil 
Fund  Bonds,  which  are  made  payable  in  this  city. 
The  Bonds  of  the  City  of  Pittsburgh,  Penn.,  is- 
sued to  the  Phio  and  Pennsylvania  Railroad  Com- 
pany, 6  per  cents. 

The  Bonds  of  the  City  of  Alleghany,  Penn.,  is- 
sued to  the  Ohio  and  Pennsylvania  Railroad  Com- 
pany, 6  per  cents. 

The  Bonds  of  the  City  of  Chillicothe,  (Ohio,)  is- 
sued to  the  Marietta  and  Cincinnati  Railroad  Com- 
pany, 7  per  cents. 

The  Bonds  of  the  City  of  Marietta,  (Ohio,)  is- 
sued to  the  Marietta  and  Cincinnati  Railroad  Com- 
pany, 7  jHjr  cents. 

The  Bonds  of  the  City  of  Steubenville,  (Ohio,) 
issued  to  the  Steubenville  and  Indiana  Railroad 
Co.,  7  per  cents. 

The  Bonds  of  the  City  of  Covington,  (Kenucky) 
issued  to  the  Covington  and  Lexington  Railroad 
Co.,  6  per  cents. 

The  Bonds  of  Franklin  County,  (Ohio)  issued  to 
the  Columbus  and  Xeiiia  Railroad  Co.,  7  per  cts. 

The  Franklin  County,  (Ohio)  Bonds,  issued  to 
the  Cleveland,  Columbus  and  Cincinnati  Railroad 
Co.,  7  per  cents. 

The  Greene  County  (Ohio)  Bonds,  issued  to  the 
Columbs  and  Xenia  Railroad  Co.,  7  per  cents. 

The  Champaign  Cotmty  (Ohio)  Bonds,  issued  to 
the  Columbus,  Piqua  and  Indiana  Railroad  Co.,  7 
per  cents. 

The  Bonds  of  Stark  County,  (Ohio)  issued  to 

the  Ohio  and  Pennsylvania  Railroiid  Co.,  6  per  cts. 

The  Richland  County,  (Ohio)  Bonds,  issued  to 

the  Ohio  and  Pennsylvania  Railroad  Company,  6 

per  cents. 

The  Bonds  of  the  County  of  Alleghany,  (Penn.) 
Special  Loan  of  S75,000,  6  per  cents. 

The  Ross  County  (Ohio)  Bonds  issued  to  the 
Marietta  and  Cincinnati  Railroad  Co.,  7  per  cents. 
The  Athens  County  (Ohio)  Bonds,  issued  to  the 
Marietta  and  Cincinnati  Railroad  Co.,  7  per  cents. 
The  Washington  County  (Ohio)  Bonds,  issued  to 
the  Marietta  and  Cincinnati  Railroad  Company,  7 
per  cents. 

The  Bonds  of  Van  Wert  County  (Tihio)  issued  to 
the  Ohio  and  Indiana  Railroad  Co.,  7  per  cents. 

The  Bonds  of  Allen  County  (Ohio)  issued  to  the 
Ohio  and  Indiana  Railraad  Co.,  7  per  cents. 

The  Bonds  of  Allen  County,  (Indiana)  issued  to 
the  Ohio  and  Indiana  Railroad  Co.,  7  per  cents. 

The  Bonds  of  Crawford  County  (Ohio)  issued  to 
the  Ohio  and  Indiana  Railroad  Co.,  6  per  cents. 

The  Bon<ls  of  the  County  of  Coshocton,  (Ohio) 
issued  to  the  Steubenville  and  Indiana  Railroad 
Co.,  6  i)er  cents. 

The  Ohio  and  Peimsylvania  Railroad  Company 
Mort^aire  Bonds,  7  per  cents. 

The  Beliefontaine  and  Indiana  Railroad  Compa- 
ny Real  Estate  Special  .Mortgage  Bonds,  7  per 
cents. 

The  Indianapolis  and  Beliefontaine  Railroad 
Company  Mortgage  Bonds,  7  per  cents. 

The  MariottJi  and  Cincinnati  Railroad  Company 
Mortgage  Bonds,  7  per  cents. 

The  Steubenville  and  Indiana  Railrord  Compa- 
ny Mortgage  Bunds,  7  per  cents. 

The  Dayton  and  Michigan  Railroad  Company 
Mortgage  Bonds,  7  per  cents. 

The  Peru  and  Indianapolis  Railroad  Company 
Mortgage  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Company,  10  per 
cent  Bonds. 

The  Bonds  of  the  several  Townships  in  the  Coun- 
ties of  Jefferson,  Carroll,  Harrison,  Tnscarora,  Co- 
shocton, Muskingum  and  Licking,  (Oliio,)  issued 
to  the  Steubenville  and  Indiana  Railroad  Co. 

WINSLOW,  LANIER  &  C  x,  No  .32  Wall  st. 
New.York,  June  21,  ^P53. 


BEST  CAST  STEEL. 

Which  obtained  the  Council  Medal  at  the  London  Exhibition  in 

1851. 

Warranted  unapproachable  as  to  Qualitt/  and  Site. 

PLATERS  and  ottier  Cast-Steel  Rollers,  of  any  dimensions 
not  exceeding  six  feet  long  by  eijrhteen  incfies  diameter. 
Piston  Rods  aixl  Sluiftg  for  Steam  Enjrines. 
Railway  and  other  Axles,  Cranks,  Springs  and  Tyres. 
Cannon,  Rifle  and  Gun  Barrels.  ' 

Mint  and  other  Rolling  Mills 

— Particularly  applicable  fi>r — 
Engravers'  Transfer  Rollers  and  Plates  ;  Die-sinkers',  Tix)l-ma- 
kers.  Reed  and  Lace  Makers'  u.«e  ;  DnKlging  Chains,  etc.,  etc. 
Manufactured  at  Essen,  in  Rhenish  Pnissia,  by  Fried.  Krcpp. 

,      PROSSER'S 

PATENT  LAP-WELDED 

Wrought  Iron  Boiler  Tubes. 

PATENT  WARMING  APARATUS, 

ATTKMFORATORS     AND     SURKACK     C0.N0K.VSOR.S. 
Every  article  iK-ressary  to  drill  the  Tube  Plates,  and  to  set  the 
Tub<»  in  a  pn)f>er  manner,  and  to  keep  them  in  good  condition. 

CORE  BARS  FOR  FOUNDRY  USE. 

Iron  Tul>es  for  Artesian  Wells,  8crewe<l  tOKether  fliish  on  either 
.side. 
Agents,        THOMAS  PROSSERdcSOK, 

June  26, 1852.  28  Piatt  street,  New  York 


CENTRAL.   RAILROAD 

OF  NEW  JERSEY. 


CO. 


$950,000  of  Stock. 

BY  ORDER  of  the  Board  of  Directors,  the  Fi- 
nance Committee  of  the  Central  Railroad  Co. 
of  New  Jersey  will  open  Books  of  Subscription  for 
the  Unissued  Stock  of  the  Company,  amounting  to 
S950,000,  at  the  Bank  of  Amkrica,  in  the  City  of 
New  York,  on  the  27th  June  instant,  and  keep  the 
same  open  one  week,  unless  the  whole  amount 
shall  be  sooner  subscribed.  This  Stock  comprises 
all  that  the  Company  are  entitled  to  issue,  and  the 
money  received  is  to  be  applied  to  the  construc- 
tion of  a  second  track,  improvements  at  Elizabeth- 
port,  and  other  preparations  imperatively  demand- 
ed by  the  coimections  to  be  opened  in  another 
year.  This  mode  of  distribution  h;is  been  adopt- 
ed, in  preference  to  a  pro  rata  allotment,  to  en- 
large the  number  of  stockholders,  and  facilitate 
the  acquisition  of  stock  by  those  now  desirous  but 
unable  to  procure  it. 

The  Ferry,  12  miles,  from  New  York  to  Eliza- 
bethport,  and  the  Railroad,  63  miles,  from  Eliza- 
bethport  to  Easton,  Pa.,  have  been  operated  thro' 
the  entire  distance  for  nearly  a  year,  and  both  are 
fully  equipped  for  the  present  business.  Passen- 
gers prefer,  ing  the  land  route  can  go  from  New 
York  by  the  way  of  Newark  to  Elizabethtown  and 
there  intersect  the  trains. 

From  the  terminus  at  Easton,  the  Lehigh  Val- 
ley Railroad  is  in  active  course  of  construction  to 
Manch  Chunk,  46  miles,  and  will  be  opened  in  Ju- 
ly, 1854,  connecting  New  York,  winter  and  sum- 
mer, with  the  Lehigh  coal  fields,  by  a  route  of  on- 
ly 125  miles ;  the  Lehigh  road  having  only  de- 
scending or  level  grades,  and  the  Central  Road  no 
grade  over  21  feet  to  the  mile.  At  Tamaqua  the 
Lehigh  road  connects  with  the  Catawissa  road,  now 
constructing,  and  to  be  completed  in  May,  1854. 
This  connects  with  the  Sunbury  and  Erie  road, 
now  under  contract  and  to  be  completed  in  two 
years.  Thus  the  year  1866  will  see  a  new  route 
of  favorable  grades  and  curves  only  462  miles  in 
length,  opening  from  New  York  to  Erie  on  Lake 
Erie. 

A  direct  and  favorable  connection  with  Pitts- 
burg and  the  Pennsylvania  Central  Railroad,  can 
also  be  made  through  existing  roads  and  charters. 

From  New  Hampton,  a  point  on  the  Central 
Railroad  of  New  Jersey,  59  miles  from  New  York, 
the  Warren  Branch  road  in  connection  with  the 
Delawai"e,  Lackawanna  and  Western  road  and  the 
Oswego,  Syracuse  and  Binghamtonroad,  will  bring 
the  Lackawanna  coal  region  within  133  miles  of 
New  York,  with  grades  ol  only  21  feet  to  the  mile 
(except  for  a  few  miles  in  leaving  the  coal  basis  at 
Scrantoa),  and  give  an  unbroken  line  of  six  feet 
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gauge,  310  miles  in  length,  from  New  York  to  Os- 
wego on  Lake  Ontario.  Of  this  distance,  156  miles 
are  finished  and  in  operation  ;  80  miles  are  under 
construction  and  to  be  opened  this  Fall ;  the  re- 
maining 74  miles  are  located,  contracted,  and  to 
be  completed  in  the  Fall  of  1854. 

It  may  be  interesting  to  state  th^t  the  Central 
Railroad  of  New  Jersey,  from  its  local  business, 
without  any  of  the  anticipated  connections,  has 
been  enabled  to  pay  seven  per  cent  on  the  cost  of 
the  several  sections  as  they  have  been  opened,  and 
that  the  entire  road,  with  its  present  local  busi- 
ness, is  now  paying  dividends  at  that  rate. 

At  the  close  of  the  fiscal  year,  April  1,  1853,  the 
financial  condition  of  the  company  was  as  follows  : 

CapiUl  stock Sl,034,700  00 

Mortgaj^e  bonds,  7  per  cent 1,500,000  00 

Other  l.onds,  6  per  cent 113,000  00 

Bills  payable  and  balance  due 249,022  04 

Balance  of  earnings  over  dividend..         1,006  86 

'"''  '■'.:--  $2,897,728  89 

This  was  represented  by  the  following  property  : 

Railroad,  average  S37,800  per  mile.  $2,379,886  64 

Ferry  interest  and  boats 140,900  00 

Station  houses,  shops,  etc 78,000  00 

Land  at  Elizabethport 65,016  77 

Equipment 218,604  64 

Materials,  wood,  coal,  cash,  etc 25,420  81 

■  y-  ,:      :  S2,897,728  89 

Full  statements  of  the  condition  of  the  compa- 
ny can  be  obtained  at  the  office,  6  Wall  street, 
where  those  desirous  to  examine  the  road  with 
reference  to  investment  can  procure  tickets  for  the 
trip. 

The  Finance  Committee  call  the  attention  of 
capitalists  with  the  greatest  confidence  to  the  pre- 
sent position  and  future  prospects  of  the  road,  be- 
lieving that  no  road  in  this  vicinity  presents  great- 
er inducements  for  investment.  They  reserve  the 
right  to  reject  or  reduce  subscriptions,  if  the  whole 
amount  subscribed  should  exeed  the  amount  to  be 
issued. 

Ten  per  cent  will  be  required  to  be  paid  on  al- 
lotment of  the  stock,  and  the  remainder  in  instal- 
ments of  ten  per  cent  every  sixty  days  on  notice, 
as  required.  Interest  at  the  rate  of  seven  per  cent 
will  be  allowed  till  the  instalments  have  all  been 
called.  If  the  dividends  on  the  full  stock  are  at 
a  higher  rate,  the  diflference  will  be  made  good  to 
thh  scrip  Stockholders  when  their  stock  is  filled 
up. 
Dated  New  York,  June  17,  1853. 

JOHN  T.  JOHNSTON,        . 

JOHN  C.  GREEN,  /      Finance 

WILLIAM  E.  DODGE,        (Committee. 

WILLLA.M  S.  WETMORE,-' 

To  Contractors. 

Office  James  River  and  Kanawha  Co,, ) 
Richmond,  June  18,  1863.     ) 

SEALED  proposals  will  be  received  by  the  un- 
dersigned, at  Buchanan,  in  the  county  of  Bo- 
tetourt, Virginia,  until  6  o'clock  P.  M.  on  the  first 
day  of  August  next,  for  the  Locks,  Dams,  Culverts 
and  Sections  of  the  Canal,  from  Buchanan  to 
Craig's  Creek. 

Payments  will  be  made  in  current  bank  notes. 
Besides  the  usual  reservation  of  twenty  per  cent 
on  the  monthly  estimates,  the  contractors  will  be 
required  to  give  ample  security,  satisfactory  to  the 
Board  of  Directors,  for  the  completion  of  the  work 
at  the  time  and  in  the  manner  specified  in  the  con- 
tracts. 

Plans  of  the  above  works  will  be  exhibited  by 
Edward  Lorraine,  Assistant  Engineer  at  Buchan- 
an, and  specifications  will  be  delivered  by  him, 
and  also  at  the  Company's  office  in  Richmond,  on 
and  after  the  15th  day  of  July. 

Time  will  be  taken  for  the  consideration  of  the 
bids  until  the  5th  day  of  August,  when,  if  satisfac- 
tory, the  several  jobs  above  advertised  will  be  let. 

WALTER  QWYNN, 
'     ::       Chief  Engineer  J.  E.  aud  K.  Co. 


CAR,  LOCOMOTIVE,  AiM)  TEl^DER  SPRING 

MANUFACTORY. 


Philadelphia,  Match  1.  1852 

We  beg  leave  to  present  the  following  Certiiicates  to  the  consideration  of  ICailroad   Cw 
panies   and    Car   Builders,   for  the  quality  of  CA 
TENDER   SPKIIMUS  manufactured  by  us. 

.\t  the  same  time  we  would  inform   Railroad  Com|>anies  and 
tended  our  works,  anil  will  be  happy  to  execute  any  orders  for 
lives,  or  Tenders,  of  any  design  or  pattern  which   they  may  se 
lowest  prices,  and  on  terms  which  will  prove  satisfactory. 

From  our  long  experience  as  Spring  manufacturers,  we  are  enabled  to  supply' Railroad  Cooi' 
panies  with  §priiig  Steel,  of  superior  quality,  convened  fro nf.  Swede  Steel  Iran. 

I'he  iron  being  imported  direct  from  Stockl^oim  by  ourselve^  and  Cob  verted  i  and  RoU«d 


,    LOCOITIOI-IVE,   AND 

111  -V  -:..,i 
Car  Builders  tfat  we  bave  ex* 
leei  Springs  fori  Cars,  Locomo- 
proper  to  intruit  to  as,  mt  tkt 


der  oar  supervision. 


Yuors  respectfully. 


ij|. 


nMa^»,  A*  37,  1830. 
Mksibs.  Jaxks  jKpraiKS  Sl  So.s, 

(•nntlpmen :  In  reply  to  your  inqoliiet  >t  to  the  char>ct<*r 
of  thn  Spring*  (umUbra  by  yon  for  LocomotlTt*  Kngirips  Hiid 
Tendfira,  I  t«ke  pleasure  in  •nyiug  that  I  have  fuund  them, 
both  In  material  and  workmansnip,  raperior  to  anTthiii:^  etse 
of  the  kind  that  ever  came  under  my  notice.  I  Bare  occa- 
sionally tried  the  Sprineg  of  other  manufacturers,  but  In  test- 
ing th«ir  elasticity  and  atrength  with  the  apparatus  I  hare  fur 
that  purpoan,  I  hare  found  none  combining  the  requisites  of 
a  good  spring,  tIs.,  UghlDcss,  elasticity,  and  durability,  in  so 
eminent  a  degree  as  yours. 

I  am  using  them  ezclusirelT  nnder  the  Engines  and  Ten- 
ders of  my  make,  and  can  sarely  recommend  them  to  other*. 
Yours  truly,         M.  W.  BALDWIN. 

J  Qfe*,  Penn'a  RmU  Road  Co. 

}  Pkiiattt,  Ft*,  ae,  18.12. 
IVl*  U  to  certify,  that  James  Jeffries  Si  Bon  manufHCturcd 
nearly  all  of  the  Steel  Springs  used  on  the  Geor^n  Kail  K«ad 
whUe  I  bad  charge  of  that  work,  and  have  luso  furnished 
thoee  that  have  been  used  on  the  Pennsylyania  Kail  Koad. 
The  character  of  their  work  baa  alwuys  giren  entire  MttiBfac- 
tlon,  and  I  cheerfully  recommend  their  Springs  to  the  patron- 
age of  Kail  Road  Companies  and  Car  Builders. 

J.  EDGAR  THOMSON, 
Ok^f  Knginter  and  Prerident  Pennm  Kmti  Road  0$ 

<  CtUa,  PhiCa,  OtrmantoiBn  ^  fforrUtattH  R.  R  Co. 

\  Februarf  28,  1852. 

Till*  Is  to  certify,  that  I  have  used  the  Steel  Siirings  manu- 
fnetored  by  Messrs.  Jas.  Jeflrios  and  Son,  for  the  LocomutiTe*. 
Paseenger,  and  Freight  Cars  of  the  above  Road,  during  the 
last  19  years,  and  have  always  found  them  good  and  efficient 
SprlBf*,  glrtng  general  satisfaction.  R.  FRENCH. 

PkiiadtlphU,  Fik.  SS,  1852. 

'fUs  is  to  certify,  that  we  have  used  Car  Springs  made  by 

Jamea  Jeffries  &  Son,  for  the  p<-ri(id  of  twelve  year*,  and  And 

them  a  very  superior  article,  so  much  so.  that  we  shall  alwaye 

eondnue  to  use  them.        DUTILH,  UUMniUEYS  &.  CO. 

Propritlor*  o/  Onion  Lint  of  Tram,  from  Pkila  to  Piutburg 

Philadelpkia,  Ftb  27,  18SS. 
HxMK*.  J.  Jbffbiks  Sl  Son, 

Gentlemen :  We  have  been  using  your  Steel  Springs  under 
our  Cars  for  a  number  of  years,  they  have  given  entire  satis- 
faction, and  have  proved  themselves  superior  to  any  other 
that  we  have  used.  I'heir  good  qualities  should  commend 
them  to  any  who  have  need  of  an  article  so  difficult  to  obtain 
perfect  Yours  tnily,         UARIMS  <t  I.EECU, 

ProfirlMon  of  Lttck't  TVant.  Lint  from  Pkita  u  Piutburg. 

Richmond,  Jan.  6,  1852. 
MuiBS.  JlPFBlIt  St  Son  :  It  affords  me  pleasure  to  say, 
chat  after  some  sis  or  seven  years'  trial  of  your  Sprincs,  I  find 
them  superior  to  any  other  Springs  wc  have  usca  on  our 
.-Dad,  and  are  so  well  eatisfied  with  their  merits  as  to  continue 
cbe  use  of  them.         1  am,  very  respectfully  yours, 

TIIOMAS  SHARP. 
SuperiiUendent  R.  P.  (f  P.  R.  R. 

(      OJS«,  R.  IfP  R.  R.Co. 
\  RicJunond,  Va.,  Jan.  6.  1852. 
To  Ma.  Thomas  Jkpfbiks, 

Dear  Sir:  1  take  pleaaun,'  in  stating  that  the  Springs  made 
by  the  firm  of  which  you  -are  a  mi!niber,  and  which  I  have 
been  using  for  the  last  eight  years  on  [..ocomotives  and  Ten- 
der*, and,  also,  on  Passrnger,  Freight,  and  Coal  Cars,  have 
given  the  utmost  svtisfnction,  and  I  consider  them  luperior 
to  any  I  have  received  fnim  other  tstablishments  during  the 
above  p<!riod,  and  shall  still  continue  to  send  you  our  orders 
for  all  we  may  want  Very  resp<«ctful!y  yours, 

THOMAS  DODAMEAD, 
Superintendent  R.  if  P.  R.  R. 

i  StperintendenCt  Ofice,  C.  R.  R. 

\    Savannak,  Ga.,  Jan.  21,  1852. 

This  will  certify,  that  Car  and  Locomotive  .'5j  rings  innde  by 

Messrs.  James  Jeffries  Sl  Son,  of  Philadelphia,  bave  been  in 

nae  on  thU  road  for  a  number  of  years,  and  hare  siven  entire 

Mdafretioa.  W.  M.  WADl.EY, 

gmf0imtiud*M. 


JAMBS  JEFFRICS  &  SON, 

a^AE  OF  GIRABD  HOUSE.  | 

SOfuit,  Peurtbwg  R.  R.  Oo. 
PtUrtbnrg,  Jan.  S,  ISSfi. 
The  house  of  Jimes  Jeffrie*  ft.  Son,  of  Philadelphia,  hae 
made  us  a  good  i^any  Car  and  Engine  Spring*,  and  I  take 
great  pleasure  in  (Stating  that  they  bav*  always  turned  o«t 
well,  and  I  believe  their  work  can  not  ke  nirpaascd  by  any 
in  the  country.        \  i        a  D.   BIRD, 

I  •  PrtoUUmt. 

(  cdea,  Supi  T  t,  M.  Po^er,  So.  Cm  R.  M.  Oo. 
\  Ckarlettoti.  Jan.  21.  1852. 

This  is  to  certifyi  that  the  South  Ciirojina  Kail  Roed  Corn- 
puny  have  for  a  nmnber  of  year*  he<-n  using  th»'  Steel  Springs 
manufactui*d  by  Messrs.  J.  Jeffries  Sc  son.  of  Philadelphia, 
for  their  LocomoSve  Engines,  and  for  poth  Passenger  and 
Freight  Cars,  and  M  take  pleasure  in  rtiting  that  they  bave, 
given  entire  satii-fattion,  and  recommiTid  them  to  the  patron- 
age of  all  Kail  Riiail  Companies  requiring  such  articles. 

J.  L.  I  c.^\^li, 
Sygft  Trtmi.  ^  Motive  Potter  So.  Co.  R.  R.  0». 

Philadelpkia.  Pei  27,  1852. 
that  Thave  u*-d  Sprtngs  made  by  Jame* 
1  he  period  of  live  y(»rt.  and  consider  them 
superi  >r  to  any  others  that  t  lave  had  in  uae. 
^  J03i;PU  S.   LEWlSi, 

Penntfloania  ^  Ohio  Uma. 

<  a«»rgia  Rati  Road, 
\  AugUta,  O*..  Jam.  1,  1898 
To  whom  it  mak  concern. — We  hitve  used  Springs  mann- 
tiactured  by  Messrs  James  Jeffries  and  Son,  fur  the  I^ocomo- 
tivee  and  Cars  of  our  road  for  the  last  tea  years,  and  have  no 
hesitation  in  rucoAunending  them  as  living  given  general 
satUfutioa  F.  C.  ARMS, 

Otaterai  Snparimitndemi. 


Thii  is  to  certify 
Jeffries  Si  Son  for 
equal,  if  not 


5  Maeen  ^  WeaUm  Rail  Momd, 
\    Maeon,Oa.,  Jan.  25,  189S. 
H.XSSBS.  J.  JKrrmtt*  Sc  Son, 

Gentlemen  :  TbH  Company  has  for  sevpral  years  purchased 
and  used,  under  Cars  and  Engines,  Steel  Springs  manufac- 
tured by  you.  Wi  bave  also  purchased  from  other  manufao- 
turers  and  made  Springs  ourselves. 

Yours  bave  givea  entire  satisfaction,  and  have  proved  tbem. 
selves  equal,  ii^  not  superior  to  any  we  hkve  used.  Their  ex- 
cellent qualities  sheuld  commend  them  lo  all  who  have  Dee4 
of  an  article  so  diCAcult  to  obtain  in  perfeetion. 

Yours,  Te*y  tcspectfiilly,        EMERSON  FOOT^ 

Superintendent. 


I  J^F 


Maeon,  Oa.,  January  24,  18SS. 
Messrs.  James  Je^fbiks  Sl  Son, 

Gentlemen  :  In  itply  to  your  inquiries  In  reference  to  Steel 
Springs,  I  take  pleasure  in  sajring,  tiiat  I  have  been  In  the  way 
of  otwerving  Sprints  in  use  on  Cars  and  Locomotives,  on  va. 
rious  Rail  Roads,  fer  seventeen  years  nMt.  more  particularly 
on  the  Central  Rail  Road  of  Georgia  for  wght  years  past,  and 
during  said  sevent^len  years  have  been  practically  acquainted 
with  your  make  of  Springe,  and  I  bave  Do  hesibstion  in  say 
ing,  that  Tour  Springs  with  open  work  are  the  best  Steel 
Springs  I  nave  evef^  used  or  seen  in  use. 

Yojirs,  respectfully.        (5E0.  W.  ADAMS, 

Stiperimlendenl  S.  W.  R.  R.  of  Qoorgia. 

(  Trannt.  Q/Ue,  W.  ^  Jl.  R.  K. 

\        AtUnAc,  Jan.  31,  18i5. 
Mkssbs.  Jambs  JVfries  Sl.  Son, 

Gentlemen :  Thik  road  has  used  the  Springs  made  by  your 
firm  since  its  first  Opening,  under  both  Gbgine  and  Cart,  and 
they  have  given  eritire  satisfaction  to  all.": 

\  ery  respectfully,        WM.  D    FULTON, 

I         Stipartntendenl. 

<  Montgomery  I,  ipttt  Point  R  R.  Oo. 

\  Montgomery.  Mia.,  Fth  33,  1852. 
'I'his  may  certif  r,  that  tlii*  Company  have  been  for  years 
using,  both  under  heir  Encint>8  and  C^lls,  Spring*  from  the 
manufactory  of  Ji  me*  Jeffries  St.  Sun,,«if  Pbilaaelphia,  aud 
are  so  well  satisfieq  of  their  superiority  that  we  can  confldeot- 
ly  recommend  theii  to  all  companies  in  aeed  of  Spring*. 

SAMUEL  0    JONES, 


Bugtmarmmd 
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Notiee  to   ContraetorsL 

^TS*  s^m  V^V  W  CBEBB99IH3  II3BIB9HHO  CBE^SB^^^Q 

CATTAWISSA,  WILL1AM6P0KT  AND  EttlE 
RAILROAD. 

SEALED  proposals  will  be  received  at  th(!  Engi- 
noers  Office,  iuCattawissa,  Columbia  Co.,  Pa., 
until  the  first  day  of  July  next,  for  the  Giading, 
Masonry,  and  Track-laying  of  that  partoftl  e  Cat- 
tawissa,  Williamsport  and  Erie  railroad,  e  ttend- 
ing  from  Cattawissa  to  Miltou,  a  distance  of  about 
25  miles. 

The  work  will  be  divided  into  sections  of  about 
one  mile  in  length,  and  proiiles,  &c.,  of  the  work 
will  be  seen  at  the  Engineer's  Office  in  CattJiwissa 
for  ten  days  previous  to  the  day  of  letting. 

THOMAS  A.  EMMET, 

Chief  Engineer. 


3  00 
3  60 


2  00 


94 


76 


Valuable  YTorks  on  Kng^lnee- 
rlug:,  ^>Jechanics,  Rallw^ijrs, 
tsteam  Engines,  etc. 

CRESV  ri   ENCYCLOPEDIA  OF  CIVIL 
ENGINEERING , $tl7  00 

MAHAN  8  ELEMENTARY  COURSE  OF 
CIVIL  ENGINEERING 

MILLLNGTON  S   ELEMENTS  OF  CIV- 
IL ENGINEERING 

GREGORY'S  COMPLETE  COURSE  OF 
CIVIL  ENGINEERING 

LAW  S  RUDIMENTARY  CIVIL  ENGI- 
NEERING, in  ;;  parts 

DEMPSEY'S    PRACTICAL    RAILWAY 
ENGINEER 11  00 

QUESTED  S  RAILWAY  SURVEYING. 

RITCHIE  ON  RAILWAYS 

LECOUNT'S    RAILWAYS— Their  Con- 
struction and  Management 

WHISHAW'S  RAILWAYS  OF  GREAT 
BRITAIN  AND  IRELAND 

BORDEN'S     FORMULA   FOR  .  CON- 
STRUCTING RAILROADS 

TRAUTWINE  ON  RAILROAD  CURVES 

Do.         ON  EXCAVATIONS  ANb  EM- 
BANKMENTS   

(LIST  TO  BE  CONTINUED.) 

%♦  A  large  assortment  of  Engineering  and 
chauical  Works  kept  constantly  on  hand,  and  all 
new  works  received  as  soon  as  published. 

JOHN  WILEY 
Importer,  Publisher  and  Bookseller, 
1(37  Broadway,  New  York. 

June  16,  1863. 


1  37 

7  00 

2  60 

1  00 

1  00 


Me- 


GREAT   MrBBTERN  M.4IL    LINE.— SIXTY 
MILES  DISTANCE  SAVED,  by  takiiiKtlie  MICHIHf  AN 
SOUTHEBN  AND  NORTHERN  INDIANA   RAILROAD.— 

Through  tickets  for  Chicago,  St  Louin,  Milwaukee,  Racine,  Keii- 
uuba,  Waukegaii,  and  Sheboygeii,  by  New  York  aiul  Eria  Rail- 
road via  Dunkirk,  and  Butliklo  and  New  York  City  Roiltoad  ; 
People's  Line  of  Steamboots,  Hudson  River  Railroad,  vii  Buf 
falo,  coniiectiiiK  at  BuflSalo  with  the  splendid  steamers  EMPIRE 
STATE,  J.  Wilson,  Commander,  Mondays  and  Thursiayg  ; 
80CTHBRN  MICHIGAN,  D.  Perkins,  Commander,  Wed- 
newlays  and  Saturdays;  NORTHERN  INDIANA,  I.  T.  PHiArr, 
Commander,  Tuesdayn  and  Fridays  ;  leaviu);  Buttalo  cverv  evc- 
uin({  (Sundays  excepted.)  Tliese  steamers  are  low  pressure, 
buillt  expressly  for  tlie  Lake  trade,  and  forflnisli,  sjieed,  etrength 
and  safety,  have  no  superiors  anywhere.  [ 

The  connections  with  the  Express  Trains  at  Toledo  and  iMon- 
roe,  for  Chicago  and  St.  Louis,  are  perfect,  and  can  be  ielied 
upon.  I 

Forty  hours  ftom  New  York  to  Chicaga  Time  and  money 
saved  by  taking  this  Line.  j 

PassenKcrs  preferring;  it,  can  take  the  Lake  Shore  Railrot  .d  to 
Toledo,  the  Michigan  Southern  and  Northern  Indiana  Rai  ro«d 
to  Cliicago,  tiience  by  the  Rock  Island  Railroad  to  La  fcalle, 
forming;  Uie  only  continuous  line  of  Railroad  to  the  Illinois  ^iver. 

For  through  tickets  or  freight  apply  to 
JOHN  F.  PORTER,  Agent,  193  Broadway,  cor.  Deylst 


Richard  Norris.  Hinrt  Latimbr  Norbis, 

Richard  Norris  &  Son, 

NORRIS'   LOCOMOTIVE  WORKS,  Bush  HJill, 
PHI  LA  DELPHI  A , 

MANUFACTURE  to  order  Locomotives,  exclusively,  o^  any 
plan,  or  of  any  size — of  best  material  and  workinai^hip. 
Thdr  Works  having  been  this  year  greatly  enlarged,  and  fuinisii- 
ed  with  the  most  approved  Tools,  they  are  enabled  now,  having 
a  large  nunil>er  of  Workmen  employed,  to  execute  oiders  with 
despatch. 


To  Engineers  and  Steamboat  Captains. 
JfiXPLOSIONS    PllEVENTEDI 


r 


umi 


FOR  DISSOLVING  INCRUSTATIONS  IN  STEAM  BOILERS. 


BRANDS'  LIQUID  is  the  name  of  t^ fluid  recoitly  in  use  throughout  all  Kurope,  by  the  application  of  which  the  incrustations 
in  Steam  Boilers  are  dissolved  or  totally  avoided,  without  aflecting  in  the  least  the  material  of  the  boiler. 
Chemical  examinations  and  experience  have  flilly  ascertained  that,  by  the  application  of  this  fluid,  no  harm  whatever  is  done  to 
the  material  of  which  the  boiler  consists. 

To  dissolve  the  hardened  incrustation  in  Steam  Boilers,  pour  every  10  or  14  days,  in  proportion  as  the  boiler  is  daily  for  a  kxiger 
or  shorter  time  heated,  the  quantity  of  Brands'  Liquid  to  the  water  in  the  boiler  as  shown  in  the  following  table:— 

TABLE  FOR  CLEANING    INCRU8TED  B0ILER8. 


STEAM  BOILERS. 

Which  are  daily  Uata  10  to  16  hours  heated,  and  which  bava  a 
power  of  evaporation  of 

From  1  to  10  Horse  Power, 

"  10  to  20  " 

"  20  to  30  " 

"  30  to  45  " 

"  46  to  65 

"  65  to  110 

"  110  to  160  " 

"  160  to  220  " 

"  220  to  300  " 

•*  300  to  400  " 

"  400  to  600  " 


QUANTITY 
or  Brands'  Liquid  wanted. 


Every  10  to  14  days. 

4to    6 
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Should  it  be  required  to  clean  old  inc rusted  Boilers  by  the  use 
of  Brand's  Liqukl  in  a  few  days,  then  it  is  only  necessary  to  pour 

[uoc-lialf  to  tliree-fourtlis  of  a  hogshead  at  ouce  into  the  water  in 
the  boiler,  and  heat  it  from  six  to  eight  days  gently  to  boiling 
heat,  for  which  o|>eratiun  the  Boiler  must  be  put  out  of  service. 
In  Locomotives  where  the  steam-chests  are  small.  Brand's 
Liquid  must  be  used  oftener  in  small  quantities  as  before  stated. 
A  Locomotive  out  of  service  may  be  cleaned  within  6  or  8  days 
by  Uie  use  of  a  largo  quantity  of  Brand's  Liquid,  (oiio-fourth  to 
oiie-half  a  hogshead. 

I  It  would  he  needless  to  enter  into  a  long  discussion  on  the  ad- 
vantages in  using  Brand's  Liqukl  for  cleaiiing  steam  generators 
being  foUy  aware  that  it  destined  for  the  use  of  the  most  intelli- 
gent part  of  the  public,  and  it  may  therefore  suffice  to  mention 

I  Its  advantages  in  a  few  words,  as  follows  : 

1.  Less  repair  of  Boiler. 

2.  Increased  generation  of  Mteam,  or  saving  of  Aiel 

3.  The  expense  of  hammering  and  loosening  the  incrustatica 
is  saved. 

4.  Less  interruption  of  business 
6.  The  Boilers  remain  tighter. 

6.  The  duration  of  the  Boilers  is  increased,  especially  of  loco 
motives  and  Tube-Boilers  ki  general 

7.  Three-quartera  of  tiie  causes  of  Boiler-ezplcsk>OB  are  tc» 
moved. 

■ar  Price  per  barrel  $20. 

The  patentees  are  so  confldeot  of  the  merits  of  this  inveiv 
tion,  that  ttiey  otfer  ooa  barrel  gratia  to  parties  willing  to 
make  a  trial,  to  be  paid  for,  only  in  case  of  success  and  of  fu- 
ture orders. 

Brand's  Liquid  is  used  with  the  l>est  efiect  by  the  Cincinnat 
Water  Works,  and  many  other  eutabtiabinents  in  the  West 
AddraM  BRAND,  BROTHERS, 

Tokido,  Ohia 
Sole  Patentees  both  in  £urope  and  the  United  State*. 

Or,  F.  DUFAIS, 

43  New  Street,  New  York. 
May  28, 1853. 

To  Railroad  Co^s,  i^oeomotlve 
Builders  and  Engineers. 

THE  undersigned  having  taken  the  Agency  of  Ash- 
crofi'a  Steatn  Gauge,  would  rccoramend  their 
I  adoption  by  those  interested.  They  have  beeo  exteo- 
I  lively  used  on  Railroads,  Steamers  and  Stationary 
I  Boi'ers,  where,  from  their  aecuracy,  simplicity,  and 
iDon-liaDility  to  derangement,  they  have  given  pencct 
;  satisfaction.  In  fact,  for  Locomotives,  they  are  the 
nly  reliable  Gauge  yet  introduced. 

CHAS.  W,  COPELAND, 
^'>naultinff  Rneineer,  64  Broadway. 

Railroad  Iron.    :  ^^^ 

THE  undersigned.  Agent  for  the  Manufacturers, 
is  prepared  to  contract  fof  T  Rails,  of  the 
asual  pattern  and  weights,  to  be  delivered  on  board 
ship  in  Wales. 

He  will  also  receive  and  forward  orders  for  the 
Centrai,Baitimore^Silsquehanna,  York  and  Cumberland  Roads,  I  purchase  of  Railroad  IroD  and  Metals  generally, 

have  been  appnied  as  Brst  class,  and  carry  the  largest  capacity:  through  the  medium  of  his  friends  in  London, 
allowed  on  any  roads.    We  are  prepared  to  ftimiah  Wheels  and  ~ 

Ajdes  separately  or  fitted,  Springs  and  other  parts  ot  Can  at 
short  notice.  Orders  and  Contracts  for  Bailroad  Companiea  ao- 
Hoitad.  ]foyao*8m 


If  Brand's  Liquid  is  regularly  used,  the  incrusted  Boilers  are 
within  three  to  tlve  months  clean  -,  and  to  prevent  any  ftirther 
incrustation  in  such  or  new  Boilers,  the  use  of  Brand's  Lii|Uid 
must  not  be  interrupted,  but  about  two-thirds  of  the  stated  (|uan- 
tities  in  the  table  given  to  the  water  in  the  Boilers. 

The  Boilers  of  Locomotives  require  every  two  days,  in  pro- 
portion to  tlicir  power  and  time  of  service,  only  two  and  a-halfto 
four  quarts  of  Brand's  Liquid,  which  every  second  day  is  poured 
into  the  water  in  the  Temler. 

As  often  as  the  water  in  the  water-gauge,  on  Stationary,  Ship 
or  Locomotive  Boilers,  becomes  of  a  muddy  appearance,  the 
Boiler  must  be  blown  out  and  cleansed  fW>m  the  stones  and  dirt 
which  have  settled  to  tlie  bottom  of  the  Boiler. 

The  incrustation  which  in  this  manner  is  removed  is  soft,  or  in 
pieces,  which  are  commonly  of  a  crumbling  and  brilliant  texture 
and  have  a  brown  cok>r. 

In  some  {>arts  of  the  country,  and  in  Marine  Boilers,  the  incrus- 
tation is  often  very  bard,  and  to  remove  this,  the  larger  (juautities 
in  tlie  given  table  are  required.  The  pieces  of  this  incrustation 
which  are  removed  by  the  use  of  Brand's  Liquid  have  lost  their 
glassy  texture,  and  though  they  commonly  retain  some  hard- 
ness, they  have  a  brown  color,  and  a  corrosive  and  decayed  ap- 
pearance. 

To  remove  the  incrustation  of  Marine  Boilers,  larger  quantities 
of  Brand's  Liquid  are  required,  in  projKjrtion  as  by  the  removal 
of  the  brine  a  (juantity  of  the  reed-water  is  blown  out  By  any 
simple  contrivance  Brand's  Liquid  must  be  brought  into  the  boil- 
er in  small  portions,  or  mixed  with  the  feed  water. 

Brand's  Liquid  is  not  injurious  to  tiie  Boiler  if  it  is  used  in  large 
quantities,  even  if  the  Boiler  is  entirely  tilled  with  it  and  hcat^ 
but,  in  general  the  quantity  as  is  stat^  in  the  table  must  not  be 
exceeded,  because  in  connection  with  large  quantities  of  incrus- 
tation the  Liquid  generates  much  priming  and  motion  of  the  wa- 
ter, which  might  prove  injurious  to  the  annexed  machinery,  espe- 
cially in  Ship  Boilers  and  Locomotives  which  have  no  large  steam- 
chests. 

The  above  table  is  made  by  practical  experience,  so  that  only 
a  gentle  working  of  Brand's  Liquid  is  allowed,  entirely  free  from 
any  danger,  for  the  Boiler  once  properly  cleaned,  the  proprietor 
will  by  experiments  easily  ascertain  the  minimum  quantity  of  Li- 
quid that  is  required  Ibr  the  Boiler. 
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erect  Iron  Brtdges  or  Boo*,  oc  aay  kkad 
tiuiaei,  gtrton,  or  Mania,  to  aftmmmtlm^ 
r,  Waa/raqolrad  atraBfth,  !■  aay  fait  tf  ta 
Their  brtdgaa  wiBba  soblaeud  to  aafara 


A  &■  Dfepared  to 
.a^  (xbeartay  tra 
mmi  ftat  er  apdar,  • 


aaBbaMitlv 


Ayrtlrt, 


BLAMO: 


apttoa  ofiood  woedas  ( 
lHAU>*VlLLOWI.V 


r.B.t. 


Ji^tna  Car  Works. 

BILLMEYER  <k  SMALL,  YORK,  Pa.,  Propbibtors. 

WE  are  manufbcturing  to  order  and  by  contract,  Baggage, 
Freight,  Express,  Stock.  "  Reading,"  and  other  patterns 
of  Coal  Cars.  Lumber  and  Gravel  Cars,  of  every  variety,  at 
short  notice,  and  on  favorable  terms. 

Our  (kcilities  for  manufacturing  are  extensive,  and  our  means 
for  transportation  to  all  parts  of  the  country  speedy  and  econo- 
mical 

The  Wheels  we  use  receive  our  own  personal  attentkxi,  are 
made  of  the  bett  CiM  Blast  Charcoal  Iron,  of  both  spoke  and 
plate  patterns,  solid  and  oiien  hubs. 

All  Cars  built  by  us,  and  now  in  daily  use  on  the  Pennsylvania 


For  terms,  apply  to 

JOHN  H.  HICKS, 
April  1, 1868.     i  '  --■■■                 90  Beaver  at. 
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AJMLi:;j^CAN    RAIUROAP    JOURNAL. 


Gerard  Ralston,     C : 

21  TOKEN  HOUSE  YARD,  LONDON, 

OFFKRS    HIS    BKBVICKS    FOB    THE 

PURCHASE  AND  SALE  OF 
AWIERICAM    SECURITIES, 

COLLECTION  OF  DIVIDENDS, 
DEBTS,  LEGACIES,  ETC., 

And  for  the  Purchase  and  Inspt ction  of 

Railroad  Iron,  Cliairs,  or 

any  kind  of  Machinery. 

REFERENCES : 
Messrs  Palmer,  McKillop,  Dent  A  Co.,  London. 

"        George  Peab^dy  db  Co,  London. 

"       Curtis,  Bouve  &  Co,  Boston. 
Richard  Irvin,  Esq.,  A ew  York. 
Robert  Ralston,  Esq  ,  Philadelphia. 
C.  C.  Jamieson.  Esq.,  BaUimore.  38 

To  Contractors. 


^EALED  PROPOSALS  will  be  received  at  the 
J^  Engineer's  office  of  the  Lexington  and  Big 
Sandy  Raihroad,  iu  Mt.  Sterling,  Ky.,  until  Aug. 
10th,  at  sun  down  for  the  graduation  and  masonry 
of  the  whole  of  said  Railroad,  a  distanc«  of  125 
miles.  Bids  will  be  received  for  any  number  of 
sections,  the  company  reserving  the  right  to  reject 
all  propositions,  if  none  are  satisfactory. 

Propositions  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  runs  through  some  of  the  finest  por- 
tions of  the  SUte,  the  facilities  for  the  supplies  of 
every  kind  being  very  abundant. 

Plans  and  specifications  may  be  seen  at  the 
office  ader  July  Ist. 

J.  B.  WESTBROOK,  Chief  Engineer. 

Portland,  April  9.  1863. 

"TNew  York  and' Erie  R.  R. 


m. 


PASSBNGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  followa,  viz:  — 


Bdffalo  Express,  at  6  a.  m.  for  Bufblo  direct,  over  tbe  N. 
Y.  aiid  E.  R.  R.,  aiid  tbe  Buffalo  and  N.  T.  City  R.  R.,  without 
cbaiiKe  of  bagKi^e  or  cars. 

Cincinnati  Express,  at  6  a.in.  for  Dunkirk. 

IiIail,  at  8  a.m.  for  Dunkirk  and  Buffalo,  and  all  intermediate 
stations. 

Wat,  at  3.30  p.m.  for  Delaware  and  all  intermediate  stations. 

MiOBT  Express,  at  6  p.  ni.  for  Dunkirk  and  Buffalo. 

EmoRAHT,  at  8  p.  no.  for  Dunkirk  and  all  intennediate  sta- 
Btiona 

On  Sundays  only  one  Express  Train— at  6  p.m. 

The  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Clevelanil,  Cincinnati,  Chicago,  etc.,  and  at  Buffiilo 
with  first  class  splendid  steamers  for  Cleveland,  Sandusky,  Tole- 
do, Detroit  and  Chicago. 

CHAS.  MINOT,  Sup-t 


To  Contractors. 

PROPOSALS  for  grading,  masonry,  and  bridg- 
ing of  the  Western  Division  of  the  Covington 
and  Ohio  railroad  will  be  received  at  the  office  of 
the  Engineer,  at  Guyandotte,  Cabell  county,  Vir- 
ginia, between  the  twentieth  and  thirtieth  of  June 
next. 

They  will  embrace  about  45  mile  sections  with 
Bridges  over  Twelve  Pole,  Guyandotte  and  Mud 
rivers. 

Also  between  the  1st  and  15th  of  July  next,  pro- 
posals will  be  received  at  Covington,  Virginia,  for 
the  Grading,  Bridging  and  Masonry  of  that  por- 
tion of  the  Eastern  Division,  lying  between  the 
town  of  Covington  and  Hayne's  farm,  on  Jackson 
river—a  distance  of  10  or  11  miles  of  very  heavy 
work,  including  much  heavy  retaining  wall,  two 
large  bridges  over  Jacksons  river,  and  probably 
two  timnels. 

The  successful  bids  will  be  declared  as  soon  as 
practicable  after  the  15th  of  July.  Contractors 
will  be  required  to  commence  the  work  at  once, 
arid  finish  within  a  year.  Plans  and  specifications 
will  be  ready  between  the  twentieth  and  thirtieth 
of  June— names  of  securities  must  be  given  in  the 
Bid.  ^ 

By  order  of  the  Board  of  Public  Works. 
CHAS.  B.  SHAW, 
Chief  Engineer  of  the  Cov.  &.  Ohio  R.  R.  Co., 

"  —     I<ewiaburg,  VirginU. 


To  Contractors. 

HUNTINGTON  AND  BROAD  TOP  MOUNTAIN 
RAILROAD. 

PROPOSALS  will  be  received  at  the  Engineer's 
Office,  Uimtington,  Penu.,  until  the  2feth  day 
of  June  next,  for  the  graduation  and  masourj'  oi 
thirty-five  miles  of  the  above  railroad. 

Plans  and  Specifications  will  be  exhibited  intha 
Office  for  three  days  previous  to  the  letting. 

8.  W.  MUTLIN,  Engineer. 


PACIFIC  KAILROAli  L.OAN. 
$4,000,000  L.oan 

ON  THE  •  ^*' 

MORTGAGE  BONDS  OF  THE  PACIFIC 
RAILROAD  COMPANY  OF  MISSOURI. 

THIS  Company  will  receive  proposals  until  the 
11th  of  July  next,  for  four  millions  of  dollars 
0.1  their  construction  bonds,  to  be  issued  in  sums 
of  one  thousand  dollars  each,  payable  at  the  city 
of  New  York  twenty  years  after  the  date  thereof, 
with  coupons  attached  for  the  payment  of  interest 
at  the  same  place  semi-auuualiy,  on  the  first  oi 
January  and  first  of  July  in  each  year,  at  the  rate 
of  7  per  cent  per  annum. 

These  bonds  are  secured  by  a  first  and  onlj 
mortgage  on  the  Southwestern  Branch  railroad, 
300  miles  in  length,  and  one  million  of  acres  ol 
land  on  the  line  of  that  branch,  granted  by  Con- 
gress to  aid  iu  its  eonfttructiou  :  and  also  by  sec- 
ond mortgage  on  the  PadAc  railroad,  21^0  miles  in 
length.  About  130,000  acres  of  land,  not  included 
in  the  mortgage  are  set  apart  to  aid  in  nooeting  in- 
terest. 

Forty  miles  of  the  Pacific  nulroad,  from  St. 
Lodis  westward,  is  about  completed,  and  85  miles 
further,  reaching  Jefierson  city,  the  capital  of  the 
state,  is  under  construction.  About  jtl,600,000 
has  already  been  expended  by  the  company  in  the 
completion  of  the  first  division,  and  in  the  con- 
struction of  an  excellent  machine  aad  car  shop, 
and  engine  house,  and  the  necessary  real  estate, 
and  the  surveys  required  to  prepare  the  whole  COO 
miles  of  railway  for  contract. 

The  Pacific  railroad  line  extends  from  St.  Louis 
to  the  vicinity  of  Independence,  near  the  mouth  ol 
the  Kanzas,  290  miles,  and  itesouth western  branch 
diverges  about  forty  miles  west  of  St.  Louis,  and 
runs  near  Springfield  to  the  southwestern  part  of 
the  state,  a  little  north  of  Ta-le-quah,  the  capital 
of  the  Cherokee  nation,  300  miles. 

The  charter  Wits  granted  with  the  view,  and  the 
right,  of  ultimate  extension  to  the  Pacific  Ocean, 
with  an  authorized  capital  often  millions,  and  pri- 
vilege of  increase  under  general  law. 

Capital  subscribed  in  Missouri  over  ;$2,000,000, 
of  which  about  40  per  cent,  is  paid  up.  State  loan 
to  the  company  authorized  a;4,U00,OO0,  of  which 
S700,000  has  been  issued  and  sold  at  a  premium. 
For  such  stock  now  issued,  the  state  holds  a  lien 
on  the  Pacific  railroad  only.  Laud  granted  by 
Congress,  now  the  propertv  of  thecompauv,  about 
1,260,000  acres. 

One  or  the  other  of  the  lines  of  this  company 
will  be  the  Central  National  line  of  railway  to  the 
Pacific  ocean.  Reconnoisances  and  surveys 
of  the  United  States  government  will  connect  with 
both. 

The  whole  amount  of  bonds  which  can  be  issued 
under  the  mortgage  is  ten  millions  of  dollars.  The 
whole  of  these  bonds  are  convertible  into  land  of 
the  Company,  and  one-half  into  stock  of  the  Com- 
pany, within  a  limited  time,  at  the  option  of  the 
holder. 

The  Company  reserve  the  right  to  accept  pro- 
posals for  all  or  any  portion  of  the  amount. 

Ten  per  cent  of  the  amount  allotted  to  each 
subscriber  will  be  required  on  notice  of  the  ac- 
ceptance of  his  proposals,  and  the  balance  as  call- 
ed for  by  the  Directors,  not  exceeding  ten  per  ct. 
monthly.  Any  subscriber  may,  however,  at  his 
option,  pay  up  in  full,  and  receive  his  bonds  at 
any  time. 

Interest  will  in  all  cases  be  adjusted,  on  pay- 
ment of  the  final  instalments. 
Proposals  will  be  received  at  the  office  of  Messrs 
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street,  or  the  su  )scriber,  personally ,  or  by  letter. 
By  authority  of  the  Board  of  pirectors, 

THOMAS  ALLEN,  President. 
St.  Nicholas  Hotel,  N.  Y.,  May  30,  1853. 
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Notice. 

LITHOGRAPHY.— The  Court  Jiaviug  granted 
the  petitior  of  the  undersi^^d  for  a  dis.solu- 
tion  of  his  partn?rship  with  ALPHOXSE  BRETT, 
trading  undtr  tlju  firm  of  A.  BREfT  &  CO.,  Lith- 
ographers, Philapelphia,  and  haviiig  removed  from 
Gokisniith's  Hall  to  that  convenicnfbusiness  stand, 
the  new  Girard  building.  No 
Street,  he  woula  therefore  beg  le 
friends  and  the  jublic,  that  he  is 
cute  lithograph;'  in  all  its  brand 
manner.  Havii  g  the  best  artis 
employed,  he  cj  n  freely  warrant 
to  any  in  the  tr;  ide. 

Publishers,   civil     engineers, 
others  requirinj:   lithographs,  pi 
can  depend  on  the  correctness 
their  designs,  al  )ng  with  promptndss  and  despatch, 
DAVID  CHlLJiAS,  | 

Apl  Im  60  Sout&  Third  street,   i 

NEW  YORlt 

Lubricating  Oil  Manufaclnring  Co. 

12  BROADWAY, 
PROPUXTORS  and  MANXJPAOtmtntfl  Of  ' 

DB  VLANS  PA TENTLUBRtCA  TING  OIL, 

VOK  ALL  Kiapg  or  MAOBMIkT  UfO  MAILKOASa 

THIS  OIL  IM  bo«^  extensively  used  on  tl*  principal  Ballroadi 
ID  Pentu-ylvania,  New  Ynrkaixl  N.  E.  States.  It  nioamacbK 
Dery  with  le«  friction,  thereby  enubliuK  the  consamer  to  accam- 
plish  more  with  the Mirae  motive  riower,  and  save  tbeirinactunfr 
ry  ttam  unneceasary  ware.  It  la  enUrel>'  f^oe  rK>m  Oum,  aod 
will  cleanse  and  destroy  all  old  Oum  that  bw  accumulated  U{K>a 
Slid«i  and  Joumaia,  by  the  use  ofbad  oil  It  will  wear  longer 
than  Spenn,  aod  is  Axxn  thirty  to  forty  ceota  a  gaUoo  choaper, 
which  makes  a  gmkssTiiw  U>  tte  ( 

To  Railroad  Track-Layers. 

PROPOSAL$,  under  seal,  are  y-equested  at  the 
Railroad  Journal  office,  Kew  Vork,on  the  lUth 
J  uly  next,  for  ayiug  tbe  track  o^'  the  Mobile  and 
Ohio,  Tennessc ;  and  Alabama,  afid  Paducah  and 
Tennessee  railr  L>ads ; — aggregate  jenglh,  612  miles. 
Plans,  specifications  and  other  ^required  informa- 
tion, will  be  fauished  at  the  timl- and  place  above 
mentioned.  JOHN  CHILDE, 

CJliief  Engineer.  ' 
Mobile,  Mayl  17th,  1863.  | 


xoaumam. 


20th  June, 
of  the  Franklir 


Notice  to  Contractors. 

ROPOSALIj  will   be  receivi^  until  noon  the 

T         ^^^  the  Graduation  and  Masonry 

and  Warren  Railroad,  extending 


from  a  point  or  the  eastern  State  Line  of  Ohio,  in 
the  County  of  Drumbull  to  Ashland,  Ashland  coun- 
ty, Ohio,  a  distance  of  about  lOQ  miles. 

The  line  will  be  ready  for  examifcation  June  13th. 
For  particulars  ^ply  at  tlie  Engineer  s  office,  Frank- 
lin, Portage  county,  Ohio. 

The  remainihg  distance  of  tl 
from  Ashland   to   Dayton,    or 

ready  in  a  sho  t  time. 

President  F. 
SAML 


Frankun,  vUy  19,  1868. 


road  extending 
laysville,  will  be 
i    M.KENT, 
<k  W.  Raihx)ad. 

KNEASS, 
(  hief  Engineer. 
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CARHART'S    IMPROVED    TURNTABLE. 


:*i  .'P:^i.\  .  -'-{l* 


f       ,%.  -V-    r' 


THIS  TURNTABLE,  together  with  sin  Engine 
and  Tender  of  30  tons  weight,  is  capable  of  be- 
ing turned  Ay  OI^E  MAN  in  25  SECONDS. 

The  Patentee  of  this  Improved  Table  would  so- 
licit an  examination  by  those  Railroad  Companies 
which  have  not  tried  iis  merits.  It  is  guarantied  to 
be  the  cheapest  and  most  durable  one  noiv  in  use ; 
its  simplicity  rendering  it  impossible  to  gei  oat  of  re- 
pair, unless  it  is  placed  upon  treacherous  founda- 
tions. The  whole  cost,  ready  for  use,  wjjs  former- 
ly SI, 300  apiece;  this  included  all  the  \i|rorkman- 
ship  and  materials,  which  were  the  best  that  could 
be  furnished,  with  the  exception  of  excaV|ating  the 
pit  and  furnishing  the  rail  for  the  tracks;  At  the 
present  time,  owing  to  the  rise  in  Iron,  and  the  scar- 
city ol  stone  at  some  points,  the  subscriber  is  com- 
pelled to  ask  a  small  advance  on  the  ab<)ve  men- 
tioned price.  Should  it  suit  the  pleasure  of  any  to 
ut     er  with  the  subscriber  for  farther  patticulars. 


or  inquire  into  the  practical  utility  of  the  Table  as 
tested  for  the  last  four  years,  they  are  respectfully 
referred  to  the 

Hudson  River  R.  R.  Co., 

S.  W.  Roberts,  Esq.,  Chief  Engineer  of  the  Ohio 
and  Penn.  R.  R.,  at  Pittsburgh,  Pa. 

O.  Barnes,  Esq.,  Resident  Engineer  of  the  Cen 
tral  Pennsylvania  R.  R.,  Pittsburgh,  Pa. 

J.  Durand,  Elsq.,  Sup't  of  Cleveland  and  Pitts- 
burgh R.  R. 

Wm.  E.  Furguson,  Esq.,  Chief  Engineer  of  To- 
ledo, Norwalk  and  Cleveland  R.  R.,  Cleveland,  O. 

A.J.  Conover,  Esq.,  Chief  Engineer  ofColam- 
bus,  Piqua  and  Indiana  R.  R.,  at  Piqua,  O. 

Pig.  1,  of  the  above  cut,  represents  the  Founda- 
tions, consisting  of  the  Bank  and  Track  Walls,  the 
latter  made  of  cat,  and  the  former  of  hammer-dress- 
ed stone,  with  a  cut  coping.  The  Track  is  spiked 
and  leaded  to  the  stone  wall,  and  cut  perfectly  level 


and  smooth.'^- The  centre  pier  is  of  stone,  with  a 
step  for  the  screw  and  pirot  bolted  to  the  same. 

Fig.  2,  shows  the  Carcass  Framing. 

Fig.  3,  is  a  side  view  of  one  Main  Truss,  with 
the  mode  of  gearing,  including  the  mitre-wheels, 
and  iron  crank  frame,  rack  and  pinion. 

Fig.  4,  gives  a  perspective  view  of  the  lim,  seg- 
ments, decking,  etc. 

Fig.  5,  is  an  end  view  of  the  main  trucks,  with 
pedestals  and  wheels. 

Pig.  6,  is  the  screw  for  the  pivot,  6  inches  in  di- 
ameter, working  in  a  steel  step  through  a  nut  for 
adjustment. 

Fig.  7,  shows  a  cross  section  of  the  track  wall, 
well  and  pedestal. 

For  farther  particulars,  please  address 

D.  M.  CARHART, 
Cleveland,  Ohio. 

February  14,  1853. 


LAHAYE'S 
Patent  Self-acting  Brake. 

THE  attention  of  Railroad  Companiea  ia  reapectflilly  called  to 
this  improvement,  used  exclusively  on  all  Paiiseiiger  Cars 
upon  the  Philadelphia  and  Reading  Railroad.  V"J  "o*  bein({  at- 
tached to  those  building  for  the  Camden  and  Atlantic  Railroad, 
and  several  other  Roads. 

Lahaye'8  Self-acting  Brake  can  be  attached  to  anyCar  with- 
out interfering  with  the  ordinary  Hand  Brake,  is  aipiple  in  it<> 
construction,  and  reliable  in  Its  actioa  i 

By  trials  made  with  this  Brake,  Passenger  Trains,  at  a  speed 

of  30  miles  per  hour,  havel>een  brought  to  rest  within  a  distance 

of  250  feet  J 

For  Right  to  use,  or  any  other  infcnnatioa,  apply  td 

O.  A.  NORRIS, 
American  Railway  Ag«ocy,  12  fuqutwr  BuiUiI«^ 

HMfjo  vm.  ~^-.-w, 


To  Engineers,  Areliitects  and 
Draugbtsmen. 

THE  undersigned  begs  respectfully  to  inform  Gen- 
tlemen in  the  above  profession!,  that  he  has  con- 
^tan'ly  on  hand  a  great  variety  of  Instruments  for 
Field  and  Office  use.  JAS.  PRENTICE, 

Feb  9  1863.  I  Chamber  St ,  N.Y. 


Oxford  Fnmaee,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  Rail- 
road Wheels  made  from  the  celebrated  Oxford  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  O^  will  be  attend*^  to  promptly. 
Sopt.  11, 1812.       If* 


IRON. 
Pierson  &  Co., 

524  BROADWAY,  NEW  YOHK, 

KEEP  on  hand  a  large  and  general  assortment  ol 
ENGLISH  and  AMERICAN,  Refined,  BAR, 
BOLT,  SHEET  and  SHAFTING  IRON,  especially 
manufactured  for  LOCOMOTIVE  and  CAR  BUILD 
ERS,  and  RAILROAD  MACHINE  SHOPS  ;  also, 
Boiler  Plates  and  Rivets,  Sheet,  Cast  and  Spring 
SteeL 

Locomotive  Cranks,  Axles,  Tires  and  Tire  Bars,  ol 
he  B.  O.  LOWMOOR,  and  other  approved  makes 
nwonod  to  ordw  on  the  moatfavorabfe  terms. 

rsteMiyU  18H^ 
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Brie   Railroad. 

The  Erie  company  have  done  well  in  not  de- 
claring a  dividend.  None  had  been  earned  to  be 
given,  and  in  ordinary  cases  none  would  have  been 
expected.  It  was  not  supposed,  however,  that 
considerations  drawn  from  this  fact  would  exert 
much  influence  with  the  directors.  But  the  Erie 
has  been  imlike  other  companies.  Its  policy  has 
been  that  supposed  to  be  the  one  best  adapted  to 
accomplish  a  desired  result ;  to  raise  money.  For 
this  purpose  erroneous  estimates  have  been  made, 
dividends  declared  that  were  not  earned,  and  re- 
ports made  to  the  Legislature  that  were  notorious- 
ly incorrect.  The  apology  now  offeied  is,  that  if 
the  truth  had  been  made  known,  the  road  could 
not  have  been  built.  This,  under  certain  circum- 
stauces,  might  have  had  some  plausibility,  but 


unluckily  sucuss,  which,  in  popular  estimation,  larg 
often  justifies  a  departure  from  the  strict  bounda-  ble. 
ries  of  prudence  and  principle,  has  failed  in  the 
present  instance  to  sanction  either  the  wisdom  or 
the  expediency  of  the  course  pursued.  Men,  whose 
superior  sagacity  often  sees  success  in  a  course 
which  violates  the  popular  opinion  or  prejudice  of 
tho  day,  may  have  a  warrant  for  their  conduct  in 
their  clearer  vision.  But  in  such  cases,  they  must 
ttcAic re  success,  as  a  proof  that  thay  fore-aaw'itr — 
Not  to  succeed  is  to  be  ruined,  and  the  losing  par- 
ty must  pay  the  double  penalty  attached  to  fail- 
ure and  incompetency.  The  directors  of  this 
company  must  look  out  that  they  do  not  And 
themselves  in  this  category. 

In  omitting  a  dividend,  we  have  the  announce- 
ment of  a  new  policy,  that  dividends  are  not  to 
be  declared  unless  they  are  earned.  This  is  all. — 
For  aught  the  directors  tell  us,  a  dividend  may 
have  been  earned.  We  knaw  nothing  about  the 
matter  except  what  street  reports  tell  us.  The  Co. 
are  as  silent  as  ever.  Of  this  we  do  not  complain. 
We  are  well  aware  that  since  the  change  in  their 
policy,  the  directors  have  not  had  sufficient  time 
to  investigate  thorpughly  the  condition  of  aS'airs. 
To  do  this  will  require  delay,  and  as  the  directors 
for  the  future  must  show  a  good  reason  for  every 
act,  we  were  in  favor  of  passing  dividends  till  the 
amount  oi  the  earnings  of  the  road  had  been  ac- 
icurately  ascertained. 

A  step  in  the  right  direction  has  been  taken. 
To  avail  anything,  it  must  be  followed  up.  Great 
errors  have  been  committed,  which  can  only  be  re- 
trieved by  the  ablest  conduct  for  the  future.  Where 
mistakes  or  misconduct  can  be  directly  attiibuted 
to  the  relations  that  certain  parties  sustain  toward 
the  company  and  the  public,  these  relations 
must  be  changed.  If  parties  occupying  high  and 
responsible  positions  in  the  company,  speculate  in 
its  stock,  in  a  manner  which  may  bring  their  inte- 
rests and  those  of  the  company  in  conflict,  they 
should  be  displaced.  Suppose  the  party  who  is 
the  medium  of  information  to  the  public  of  the 
state  of  the  company's  aflairs,  to  hold  half  a  mil- 
lion of  its  stock  and  bonds,  on  speculation.  His 
interests  are  to  carry  his  securities  up  to  the  high- 
est figure.  The  most  efficient  way  to  do  this  will 
be  to  create  a  favorable  opinion  as  to  their  value. 
It  is  for  bis  interest  to  represent  the  earoings  as 


and  the  cost 


of  the  road  a-s  sn  ail,  as  possi- 


May  not  sue  \  temptations  in 


better  of  his  hones 


y  1   And  is  there 


time,  get  the 
lot  great  dan- 


compauy  to 
ire  not  such 

pl 
and  should 

from 


ger  that  in  the  en<  his  statements  w  11  express  his 
icis/u.-i,  rather  than  the  fact  !  Ha»  iiot  such  becii 
the  case  with  the  :Irie  *?  Can  the  di  »crepaucies  in 
its  past  history  be  explained  in  any^tlj^irmaunerl 
Under  such  tempt ition,  is  the  process  from  strict 
integrity  to  what  n  the  end  may  be  sheer  dishon- 
esty, a  natural  ou  ej  T  There  is  no  question  that 
such  is  the  result. 

Is  it  not  a  matU  r  of  public  scaudil  for  a  person 
high  in  office  in  any   iucorporatec 
speculate  in  its  si  ock  or  bonds  1 
thing!;  violations  <  f  all  correct  prijiciples  in   the 
mauiigement  of  a  railroad   compan  ', 
not  such  persons   be  immediately  qemoved 
the  places  they  oc  cupyl 

We  believe  a  n  lajority  of  the  dA-ectors  of  the 
Erie  road  to  be  ^<  norable  men,  wht 
with  a  single  eye  I  o  the  good  of  the  Company.  But 
these  men  have  b  ;co  led  to  approv^  measures  a- 
gainst  their  better  judgment,  under  Lbe  pressure  of 
a  real  or  fancied  tecessity,  or  were  not  fully  con- 
scious of  the  char;  icter  of  the  acts  t(ey  have  been 
sanctioning.  We  state  these  thiqg4  because  the 
parties  responsibl ;  for  the  jiast,  hav4  still  the  man- 
agement of  affairs ,  and  we  want  to  ijnow  how  rad- 
ical are  to  be  the  reforms  that  are  ^  be  eflected, 
and  how  deep  the  conviction  of  pastj  errors. 

The  past  mana^  cment  of  the  Eriej  road  has  been 
disgraceful.  It  h;  is  brought  the  ct^pany  to  the 
brink  of  ruin,  It  can  only  be  recotlcred  by  a  tho- 
rough change  in  the  policy  previqusly  pursued. 
We  must  know  in  due  time  what  tllis  policy  is  to 
be.  We  feel  great  solicitude  upon  this  point,  for 
it  requires  some  stretch  of  credulity JU)  believe  that 
men  who  can  com  mit  great  mistake^,  possess  qual- 
ities in  striking  c  )ntrast  to  those  alfx-ady  display- 
ed. The  directors  must  bear  in  mi|id  that  a  most 
difficult  task  is  be  fore  them.  They)  have  no  long- 
er, as  formerly,  t  le  confidence,  Xn4  sympathy  of 
the  community.  They  will  now  aeet  with  cen- 
sure where"  they  have  had  univorsal|ap[)roval.  lu 
common  phrase  "  the  public  are  afti'r  them."  For 
one,  while  we  shjfll  be  most  happy  jto  witness  fa- 
vorable changes,  x)  speak  encouragingly  when  we 
can  conuuend,  an  1  to  do  all  in  ourl  power  to  pro- 
mote the  advautijge  of  the  road,  wefnteitd  to  scru- 
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tinize,  as  we  have  done,  every  act  of  the  directors 


They  must  understand  that  they  have 


rendered 


themselves,  liable  to  the  severest  censuie,  that  to 
recover  the  ground  they  have  lost,  and  ;o  restore 
to  the  company  the  prestige  it  onc(  possess- 
ed will  require  an  hercukau  efl'ort ;  thai  the  tasiv 
before  tliem  is  no  child's  phiy,  but  one  that  will 
tax  their  energies  to  the  highest  degree.  If  they 
are  «'((ual  to  the  labor  before  them, — well.  If  not 
they  had  better  give  place  to  more  ompetent 
hands.  For  the  future  wc  lioi)e  to  hav<  nothing 
that  we  cannot  commend.  But  .we  ccrtanly  shall 
not  remain  silent  wh  en  we  see  anything  to  re- 
prove. 

Tain  able  'tvork  upon  Iioeometi'v  tm 

Railway  AlACHiNKiiv  ;  a  tnatise  onthe  JWicArt/t- 
rcal  Engivcerin!^  ofrai/wai/s  ;  embracing  the  prin- 
ciples .ind  construction  of  rolling  and  fix  Hi  plant, 
in  all  departments.  Illustrated  by  a  scries  of 
plates  on  a  large  scale,  and  by  numeroui  engrav- 
ings on  wood.  By  Daniel  Kinnear  Clur  i.,  £!ni;i- 
lutr.  Blackik  &  Son,  PwW/.sAcf^,  Glasgow, Ediu- 
burg,  London  and  117  Fulton  street,  New  York. 

We  are  indebted  to  the  New  York  agei  it  of  the 
house  of  Blackie  &  Son, — GeoFge  Tayl)r,  Esq., 
117  Fulton  street, — for  the  17  issued  nuqibere  of 
this  beautiful  and  valuable  work. 

The  divisions  of  this  work  extend  to 

1st,  Insitle  and  outside  cylinder  locomotives  and 
tenders,  with  single  or  coupled  drivers;  b  )gleaud 
tank  engines  for  passengers  and  freight. 

2nd,  P;issenger  carriages. 

3rd,  Goods,  baggage  and  horse  vans, 

4th,  W;igou8  for  freight,  coal,  etc. 

5th,  Turntables, shifting  tables; switche^,  cranes 
etc. 

6th,  Tanks,  water  cranes,  coke  ovens,  pumps, 
etc. 

7th,  Signals,  rotiitiug,  pendulous,  Lanjp,  Ball, 
Fog,  etc. 

8th,  Platform  scales,  as  Fairbank's,  etc, 

This  work  contains  the  best  published  ihforma- 
tiou  extant  upon  locomotives.  Each  number  Ls  a 
large  quarto,  containing  two  or  tliree  largd  engra- 
vings on  copper,  together  with  Sixteen  wges  of 
letter  press  and  wood  cuts.  The  work  is  furnish 
ed  to  American  subscribers  at  the  low  price  of 
62)^  cts.  per  number,  and  will  be  compl  ,'ted  in 
about  24  mmibers. 

The  tirst  two  numbers  give  a  history  of  the  suc- 
cessive changes  and  improvements  made  u  ion  the 
engines  of  the  London  and  Nortli-Weste  n  and 
Great  Western  roads.  The  third,  fourth  and  fifth 
numbers  contain  a  practical  and  thorough  liscus- 
sion  and  explanation  of  the  various  valve  no  otions, 
the  "link  motion''  being  treated  iu>the  most  ample 
manner.  The  sixth  to  tenth  numbers  inclusive  are 
devoted  to  the  mechanical  action  of  steam  in  the 
locomotive,  including  the  effects  of  the  valre  mo- 
tion upon  the  suppression,  compression  rnd  re- 
lease of  steam  in  the  cylinder  ;  tho  cflect  of  form 
of  blast  pil>e,  back  pressure,  effect  of  expoaure  of 
the  cylinders,  &.c.  The  eleventh  to  fourteentJ  i  num- 
bers are  devoted  to  a  consideration  of  fuel  a  ad  tlie 
general  laws  of  combustion,  showing  the  efll  sets  of 
different  proportions  of  heating  surface,  and  con- 
taining the  results  of  some  very  valuable  ii  ivesti- 
gations  and  experiments  ui>on  this  matter.  From 
hence  to  the  seventeenth  number  the  inv<!sUgji- 
tionofthe  locomotive  is  made,  as  to  its  feitures 
as  a  carriage,  including  tho  balancing  of  y  'eight 


of  engine,  and  particularly  the  counterbalancing 
of  the  moving  machinery.  From  the  seventeenth 
number  forward  the  work  will  be  devoted  to  the 
details  of  construction  of  the  best  examples  of 
English  engines,  which  are  already  commenced  in 
a  practical  manner,  and  illustrated  by  a  profusion 
of  engraved  details. 

To  show  the  practical  character  of  the  work  and 
its  general  style,  we  will  present  Mr.  Clark's  con- 
<;lusions  from  the  inquiry  into  tho  proportions  of 
heating  surface  and  blast-area  of  locomotive  boil- 
ers, pj).  138 : 

"It  appears  from  all  that  has  been  said,  that  in 
the  proportion  of  boilers  the  elements  which  prac- 
tically regulate  the  area  of  blast-orifice  are,  the 
grate-ar*»a,  the  flue-areas  of  the  tubes  and  the  fer- 
rules, and  the  sectional  area  of  the  chimney ;  and, 
in  general,  the  wider  the  due  areas  in  proportion 
to  the  grate,  and  ths  smaller  the  chimney,  with- 
in the  limits  that  have  come  under  our  inquiry, 
the  wider  is  the  relative  blast-area  competent  to 
the  generation  of  steam. 

"Of  the  air  space  of  grate  and  (he  flue-ways, 
the  ferrule  area  at  fire-box  ranks   first  in  import- 
ance, the  tube-area  next,  and   the   air-space  last. 
Within  practical  limits   tube  surf^icc   is  of  no  mo- 
ment, nor  is  ferrule-area  at  smoke  box,  so  far  as 
they  are  found  to  aflbct  the   blast-area.      These 
conclusions,  by  direct  experiment,  are  in  harmony 
with  our  general  ideas  of  the  motion  of  gases. — 
The  air,  on  entering  the  grate,  is  fresh  from  the 
atmosphere  and  of  the  same  temperature.  Its  vol- 
ume is  therefore  of  the  smjillest,  and  it  enters  with 
ease  ;  above  the  bars,  it  at  once  expands  by  con- 
tact anl  combustion  with  the   fuel,  and  while  its 
volume  is  thus  greatly  enlarged,  it  at  the  same 
time  meets  with  extensive  superficial  resistance 
from  the  coke.      The  enlargement  of  volume  im- 
plies a  corresponding  increase  of  velocity  through 
the  fuel,  and  as  the  resistances  to  the  motion  of 
gases  along  friction-surfaces  is  as  the  square  of  the 
velocity,  it  is  altogether  probable,  apart  from  the 
evidence  of  direct  experience,  that  the  greater  part 
of  the  grate  or  fire-box  resistance  takes  place  a- 
bovc  the  bars,  and  is  mainly  independent  of  their 
number   and  thickness.      The  atmosphere  of  the 
tire-box,  on  its   departure   through   the  ferrules, 
carries   with  it  at  least  two-thirds  of  the  heat  of 
combustion,  even  on  the  rudest  estimate,  and  its 
volume  must  be  several  times  as  great  as  that  of 
the  air  which  passes  through  the  grate.      Taking 
it  at  only  four  times,  then  it  must  pass   through 
the  ferrules,  had  they  even  an  area  equal  to^he 
air  space,  at  four  times  the  speed ;  but  the  ferrule 
area  is  from   one-third  to  one-seventh  of  the  air 
space,  take  a  mean  of  one-foiu-th ;  then,  as  the 
speed  must  be  increased  as  the  due-area  is  reduc- 
ed, the  gases  of  the  fire-box  must  move  4  times  4, 
or  IG  times  as  ftist  through  the  ferrules  as  through 
the  grate.      This   abundantly  explains  the  very 
marked  infiuence  of  the  ferrule  area  on  the  facili- 
ty for  draught.      As  the  smoke  piisses  along  the 
tubes  it  cools  to  a  temperature  of  300°  to  600°  or 
thereabouts,  and  contracts,  and  therefore  passes 
with  a  constantly  reduced  speed  till  it  is  discharg- 
ed into  the  smoke-box  ;  and  the  very  inferior  ve- 
locity of  its  exit  there  freely  explains  the  inferior 
v.-ilue  of  the  absence  of  the  smoke-box  ferrules  in 
relieving  the  draft.    The  virtue  ot  liberal  flue-way 
is  inapplicable  to  the  chimney,  as  the  smoke  is 
hfixaJviQcd  aa  well  as  drawn;  and  whereas  all  oth- 


er air  passages  may,  with  advantage  be  made  o^ 
easy  section,  the  chimney  area  must,  fully  to  de- 
velope  the  exhausting  action  of  the  blast,  be 
specially  reduced  to  a  small  fraction  of  the  flue 
room. 

"These  conclusions  weaken  the  fore  of  the  or- 
dinary objections  to  long  tubes,  that  their  great 
friction-surface  is  the  cause  of  the  small  blast  ori- 
fice with  which  long  boilers  have  been  worked.  It 
is  rather  the  restricted  grate-area  and  flue-ways, 
than  the  mere  ttibe  surface  ;  for  it  has  so  happen- 
ed, unfortunately,  that  where  long  tubes  were 
adopted,  the  flre-box  was  overhung,  for  the  sake 
of  confining  the  wheel-base  ;  and  the  conditions  of 
stability  demanded  the  smallest  possible  back- 
weight,  and,  therefore,  the  minimum  area  of 
grate. 

"  The  question  of  the  desirable  proportions  of 
boilers  has  been  rather  complicated  by  a  variety 
of  circumstances, — of  the  form  of  the  chimney  en- 
trance, the  form  aud  level  of  the  blast-orifice,  and 
so  forth  But,  in  similar  circvunstances,  the  widest 
orifice,  in  relation  to  the  grate,  has  been  obtained 
with  the  narrowest  chimney  on  record, — that  of 
No.  10,  L.  N.  R.,  of  which  the  area  is  a  little  less 
than  one-fifteenth  of  the  grate-area.  There  is  pro- 
bably no  limit  to  the  advantage  of  width  of  due- 
area  ;  it  has  at  least  been  found  of  sensible  benefit 
in  easing  the  blast-orifice,  up  to  the'widest  observ- 
ed limits.  The  level  of  the  blast-orifice,  in  con- 
junction with  a  suitable  diameter  of  chimney,  are 
together  more  influential  than  any  other  single  cu-- 
cumstance  in  easing  the  orifice,  and  fortmiately 
they  are  just  the  most  accommodating  elements  ; 
for  whatever  proportions  may  be  imposed  upon 
the  boiler  in  compliance  with  certain  conditions 
of  stability,  weight,  or  arrangement,  there  can  be 
nothing  to  interfere  with  the  adoption  of  the  most 
efficient  chimney  and  blast-pipe.  To  illustrate 
what  can  be  eflfected  in  this  way,  the  "  Sphynx" 
furnishes  a  good  illustration  in  point :  with  a  tube 
area  of  28  (of  grate,)  a  ferrule-area  of  20,  and  a 
chimney-area  of  "12,  the  orifice  at  the  most  effi- 
cient level  is  l-86th  of  the  grate.'  Were  the  chim- 
ney of  this  engine  reduced  to  the  most  eflScient 
proportion,  or  066,  almost  one-half  the  actual  area, 
the  orifice,  judging  by  analogous  cases  already 
noted,  might  be  further  enlarged  to  l-66th  of 
the  grate.  Again,  the  Hebe,  with  an  ordinary 
tube-area,  and  the  smallest  of  ferrule-areas,  "09  or 
1-1 1th  of  the  grate,  and  a  chimney  of  "076,  has  an 
orifice  of  l-133d ;  were  the  orifice  to  be  suflBciently 
lowered,  it  ought  to  be  capable  of  enlargement  to 
as  great  an  extent  as  that  of  the  Sphynx,  or  near- 
ly one-half  wider,  making  an  orifice  of  l-94th  of 
the  grate ;  and  a  reduction  of  the  chimney  would 
widen  the  orifice  to  at  least  l-90th.  As  these  boil- 
ers .ire  of  extreme  proportions,  rivalling  even  the 
celebrated  "  long  boiler"  in  length  of  tube  and 
limited  ferrule-area,  we  feel  justified  in  concluding 
that  even  with  the  most  unfavorable  proportion  of 
boiler  of  the  most  various  dimensions,  the  blast- 
area  need  never  be  less  than  l-90th  of  the  area  of 
the  grate ;  and  in  boilers  of  ordinary  ferrule-areas 
equal  to  20  or  l-5th  of  the  grate,  the  orifice  may 
be  as  wide  as  l-66th  of  the  grate.  These  are  con- 
clusions of  some  importance,  for  they  put  an  end 
to  those  loose  speculations  on  the  consumption  of 
steam  power  in  back  pressure  to  provide  the  ne- 
cessary force  of  blast  for  long-tube  boilers,  in  which 
eyen  men  of  experience  have  indulged ;  as  it  plain- 
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ly  appears  that  injuriously  small  orifices  are,  in 
almost  every  case,  chargeai)le  to  mal-arrangemcnt 
of  smoke-box  details.      In  discussing  the  subject 
of  back  pressure,  it  was  found  that,  in  well  arrang- 
ed and  well  proportioned  cylinders,  like  those  of 
the  "Great  Britain,"  with  a  blast  orifice  1-107  of 
the  area  of  cylinder,  the  back  pressure  of  exhaust 
is  practically  nothing.     The  question  thus  resolves 
itself  into  the  practicability  of  using  a  blast-area 
of  not  less  than   1-107  th  of  the   cylinder,  for  one 
great  object  of  an  easy  boiler  and  a  wide  blast- 
pipe  is  to  secure  a  practically  i)erfect  exhaust. — 
This  question  properly  belongs  to  another  chapter, 
in  which  the  relative  proportions  of  the  boiler  and 
the  engine  are  to  be  discussed.     Meantime,  if  we 
take  even  the  engine  No.  30,  M.  B.  R.,   the  grate 
of  which  is  confessedly  too  small,  or  conversely  the 
cylinder  is  too  large,  being  5-27 th  of  the  grate,  the 
orifice,  which  was  at   the  time  o*f  observation,  1 
306  of  the  cylinder,  may  be  enlarged  to  1-17.  This 
case,  we  must  confess,  is  beyond  our  remedy,  on 
account  of  the  extremely  small  ferrule-area  at  the 
fire-box  in  conjunction  with  the  limited  grate  ;  and 
it  must  be  noted  that  the  tubes  of  this  engine  are 
reduced  from  1^4  to  1'^  inch  outside  diameter, 
in  the  fire-box  tube-plate.     If,  however,  we  take 
the  "Sphynx,"  with  a  more  liberal  flue,   and  of 
which  the  cylinder  is  l-6th  of  the  grate,  much  a- 
bove   the   average  practice,    the  orifice   may  be 
widened  to  C-66  or  1-llth  of  the  cylinder,  which 
would  be  practically  perfect.    With  No.  124,  C.R., 
having  an  orifice   at  present   equal  to   l-227th  of 
the  cylinder,  a  reduction  of  chimney  and  a  re-ad- 
justment of  the  blast-pipe,  would  permit  of  an  or- 
ifice l-9th  of  the  cylinder.      With  No.  61,  C.  R., 
the  orifice,  now  3-43,  might  be  5-53d  of  the  cylin- 
der ;   and   with  the   "Great  Britain,"   the  orifice 
might  be  l-55th,  though  for  this  there  would  not 
be  any  necessity. 

"  In  short,  though  it  would  be  premature  in 
this  place  to  consider  the  fitting  proportions  of 
cylinder  and  boiler  conjointly,  it  may  safely  be 
concluded  that,  in  all  cases,  even  with  the  most 
contracted  flue-ways,  the  blast  orifice  may,  by  a 
oroper  adjustment  of  chimney  and  blast-pipe,  be 
made  wide  enough,  to  permit  of  a  practically 
perfect  exhaust,  where  there  is  a  properly  pro- 
tected cylinder,  properly  proportioned  to  the  boil- 
er. 

"  Recapitulation. — 1.  In  the  same  boiler,  the 
vacuum  in  the  smoke-box  varie's  directly  with  the 
blast-pressure.  For  diflferent  boilers,  the  vacuum 
due  to  a  given  blast-pressure  varies  considerably, 
but  as  a  general  result,  the  vacuum  in  inches  of 
water  is  about  equal  to  the  blast-pressure  in 
inches  of  mercury. 

2.  The  relation  of  the  vacuum  to  the  blast  is 
not  materially  affected  by  the  point  at  which  the 
steam  is  cut  o9'. 

3.  The  blast  retains  its  property  of  exhaustion 
within  all  observed  limits  of  si^eed  and  steam 
pressure, — such  that  even  at  the  highest  speeds, 
the  vacuum  rises  steadily  with  the  blast. 

4.  The  exhausting  power  of  the  blast,  or  its 
efficacy  in  creating  a  draught,  is  largely  depend- 
ent on  the  form  and  size  of  the  chimney,  and  the 
form  of  the  blast-pipe  ;  and  that  ^is  reckoned  to 
be  the  most  eflicient  chimney  which  admits  of  the 
widest   blast-orifice. 

5.  For  a  given  boiler,  there  is  but  one  diameter 
of  chimney  of  greatest  cfficieacy.     for  greater 


or  less  diameters  the  (blast)  orifice  must  be   re- 
duced. 

6.  The  best  form  of  blast-pipe  is  that  which 
projects  the  steam  straight  up  the  chimney.  The 
orifice  must  also  be  truly  concentric  with  the 
chimney,  and  it  should  be  bcvilled  up  to  the 
edge  on  the  outside.  The  body  of  the  blast-pipe 
should  be  very  wide  and  should  be  gathered  in 
chiefly  at   the  nozzle. 

7.  The  smoke  must  have  free  access  to  the 
chimney,  either  by  widening  the  entrance,  with  a 
bell  form  base,  and  cutting  out  the  crown   of  the 

smoke-box  ;  or,  wliat  is  as  good,  by  keeping 
down  the  blast-orifice  to  a  level  below  the  crown 
of  the  smoke-box,  etjual  to  the  diameter  of  the 
chimney  or  thereby,  and  giving  the  chimney 
a  .^square  entrance  ;  or  by  a  combination  of 
both  expedients,  In  short,  the  blast  should  bo 
projected  through  the  smoke,  and  not  above  it. 
Thus,  a  straight  vertical  blast-pipe  is  to  be  pre- 
ferred to  the  double,  bridge-pipe  in  common  use, 
both  on  account  of  the  superior  discharge  of  the 
steam,  and  because  it  afibrds  much  less  obstruct- 
ion to  the  pasage  of  smoke.  I 

8.  of  the  relative  vacuums  in  the  smoke-box 
and  the  fire-box,  the  latter  varies  from  one- third 
to  above  one  half  of  the  former ;  in  other  words, 
the  resistance  of  the  grate  and  the  fuel  to  the 
passage  of  air  and  smoke  varies  from  one  half  to 
more  than  equal  the  resistance  offered  by  the  tubes. 
In  the  boilers  having  the  widest  flue-way  through 
the  tubes  and  the  ferrules,  tlie  resistance  of  the 
tubes  is  proportionately  the  lowest. 

9.  The  question  of  the  internal  proportions  of 
boilers,  without  reference  to  the  demands  of  the 
cylinders,  resolves  itself  practically  into  a  com- 
parison of  grate-area,  tube-surface,  and  blast-area. 

10.  With  the  same  proportions  of  boiler,  the 
actual  dimensions,  within  the  widest  observed 
limits,  make  no  difference  on  the  ratio  of  the  grate- 
area.  It  follows  that  the  smallest  of  locomotives 
may  be  as  favorably  proportioned  as  the  laiigest. 

11.  The  elements  which  regulate  the  area  of 
blast-orifice,  are  the  grate-area,  the  flue  areas  of 
the  tubes  and  the  ferrules,  the  sectional  area  of 
the  chimney,  and  the  capacity  of  the  smoke- 
box.  The  lai^er  the  grate-area,  the  wider 
the  flue-areas,  the  smaller  the  chimney,  and  the 
less  the  capacity  of  the  smoke-box,  within  observed 
limits,  the  wider  also  may  be  the  blast-area. 

12.  The  grate-area  being  assumed  as  a  standard 
for  comparison,  the  elements  of  the  boiler  proper, 
which  affect  the  blast-area,  are  in  order  of  import- 
ance, sis  follows; — 1st,  The  ferrule  area  at  fire-box; 
2d,  the  tube-area ;  3d,  the  air-space  of  grate  ; 
4th,'the  ferrule  area  at  smoke-box;  5th,  the  tube 
surface.  The  influence  of  the  last  two,  within 
practical  limits,  is  very  slight. 

13.  Of  the  appendages  to  the  boiler, — the 
smoke-box  and  the  chimncj", — the  latter  has  as 
much  or  more  influence  on  the  area  of  blast- 
orifice,  than  any  other  single  circumstance.  For, 
it  was  found  that  a  proportionately  smaller  chim- 
ney operated  as  efliciently  for  easing  the  orifice, 
as  a  smaller  ferrule  area  did  in  narrowing  it. 

14.  The  area  of  the  smallest  observed  chimney 
is  about  one-fifteenth  of  the  grate-area  ;  and  this 
proportional  area  yields  a  wider  orifice,  under  the 
same  circumstances,  than  any  greater  chinmey- 
area.  The  ratio  of  one-fjtccnth  is  therefore  the 
best  so  far  as  obseryatioa  leads  us.  A  length  of 


chimney  about  four  Limes  the  diameter  Is  pro- 
bably the  greatest  ler  gth  necessary  for  developing 
the   bestaction  of  the  blast  1  I  j 

15.  The  capacity  o  "  the  smoke  box  afso  affects 
the  action  of  the  bla  t.  The  most  suitiblc  ca{>a- 
city  has  been  found  t )  be  three  timeal  in  cubic 
measure,  the  area  0  P  grate  in  .squarqj  measure  ; 
or  three  cubic  feet  p<  r  foot  of  grate.     | 

16.  In  boilers  of  o:  dinary  proportioii>,  of  which 
the  ferrule-area  at  fire-box  is  one-nflh  of  the 
grate-area,  or  ther;abouts,  and  thq  tube-area 
^bout  one  fourth,  th ;  orifice  may,  by  tlie  best  ad- 
j^ustment  of  the  Are-  >ox,  blast-pipe,  alid  chimney 
be  made  as  wide  as  >ne  sirly-sizlh  thej grate-area, 
and  in  even  the  mc  5t  unfavorably  proportioned 
boilers  where  the  fei  rule-area  may  n^t  be  above 
one-tenth  of  the  grat  ?,  the  orifice  may!  be  as  wide. 
as  om-nitu'tieth  of  t  le  grate.  j 

17.  The  amount  of  the  blast-area b«ing  regulat- 
ed mainly,  if  not  ent  ircly  by  the  boiler,  it  is  pracii- 
sally  independent  o: 'the  dimensions  of  the  cylin- 
der. 

18.  Advantage  be  ng  taken  of  the  feiown  means 
of  perfecting  the  ac  tion  of  the  blj|sti  the  orifice 
may  in  all  cases  be  made  wide  enougp  to  permit 
of  a  practically  perjfect  exhaust,  when  the  cylin- 
der is  proportioned  to  the  boiler.  Anp,  even  witJj 
extravagantly  largt  cylinders,  all  thel  useful  are* 
of  orifice  may  be  ol  itained,  except  in  boilers  hav- 
ing very  small  ferub-areas,  one-tenth  jof  the  grate 
or  thereby.  |  jj  * 

19.  It  follows,  generally,  that,  as  tlie  orific©  de 
pends  so  directly  o  1  the  grate  and  thfe  tubes,  the 
essential  advantage  5  of  a  large  grate  land  a  wide 
tube-area,  consists  mainly  in  the  facilities  they  af- 
ford for  supplying.!  sufliciency  of  st4am,  with  an 
easy  blast,  a  liberal  orifice,  heavy  kxads,  and  high 
velocities."  jjJ 

The  above,  witU  the  remaining  paijt  of  the  work, 
are  mostly  the  resilts  of  cxperimentlil  researches 
made  by  Mr.  Clark  upon  the  gre^itest  linef  in 
England  and  Scotland,  with  every"  variety  of  style 
and  proportion  of  engine.  These  <^cussions  are 
of  the  greatest  importance  to  locomotive  builders 
and  operators,  an(  I  so  far  as  the  priiiciples  of  the 
generation  and  apf  lication  of  power  jare  concerned 
will  apply  equally  as  well  here  as  ia  England.  It 
is  only  the  practi(  a1  details  of  the  construction  of 
our  engines  that  differs  from  Enfelish  engines, 
in  such  a  manner  is  to  make  their  work  unsuited 
to  our  engines,  ''he  framing,  the 'connection  of 
drivers,  the  truca,  the  chimney— >taese  are  near- 
ly all  of  the  poini  s  of  difference.  •  -  ffhis  work  of 
Mr.  Clark's  migh  t  readily  claim  tib  be  adopted 
here,  as  an  exi)Os  tion  of  American^  engines,  and 
is  recommended  to  all  builders,  jenginecrs  and 
machinists  as  g\\  ing  more  useful;  practical  and 
philosophical  instruction  at  a  chea|K*r  rate  than 
could  be  obtainea  by  the  purchaser  of  any  other 
work.  j  , 

MlliNranlced  »nd  L.acroa*c  RaiU-OMl. 

We  learn  froa  the  Milwaukee  Wtstonsin  that 
Messrs.  Bradley  Whittemore  &  C^.,  of  Burling- 
ton, Vt.,  have  ta^en  the  contract  for  building  the 
road  from  the  ci4y  of  Milwaukee  U>  Portage  City, 
Columbia  Co.,  a  iistance  of  about  |00  miles ;  one- 
fourth  of  the  pay  for  the  same  ihejj  take  in  capital 
stock  of  the  Con  pany.  Their  coniraet  consists  in 
grubbing  and  clearing,  culverts,  goadway,  cattle 
guards  and  ties,  and  laying  of  the  ^ails  for  a  single 
track,  to  be  copipleted  by  the  list  of  January, 
1855. 
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atcmpbla  Couveiitioii«    I 

Below  we  give  the  resolutions  adopted  at  the 
Southern  Commercial  Couveution,  recently  held  at 
Memphis.  They  may  be  regarded  as  me  expres- 
sion of  the  opinions  of  the  entire  southern  portion 
of  the  confederacy  upon  subjects  of  ver  r  great  im- 
portance. We  have  no  doubt  the  act  on  of  tliis 
convention,  (which  was  the  adjourumc  nt  of  the 
one  held  last  year  in  Baltimore,)  will  bo  produc- 
tive of  beneficial  results,  though  in  a  diHt  rent  man- 
ner, probably,  from  that  contemplated. 

The  prosperity  of  the  North  has  noi  resulted 
from  conventions.  The  South  cannot  build  itself 
up  by  talking,  although  conference  and  n  mutual 
interchange  of  opinion,  may  do  much  toward  dis- 
covering the  true  pathway  to  success.  We  regret 
we  have  not  space  for  fuller  details,  but  we  can 
only  give  the  resolutions,  which  are  as  follows: 

NAVIOATION.  I 

%  I 

Whereas,  The  important  questions  of  deepening 
the  channel  at  the  mouth  of  the  Mississippi,  and 
the  improvements  of  the  rapids  in  sand  river, 
known  as  the  Desmoiue  and  Rock  Rive^  rapids, 
have  already  attracted  the  attention  of  Oongress, 
.  and  under  aj)propriations  made  by  it,  competent 
engineers  liave  made  surveys  and  reports,  show- 
ing that  said  improvements  are  practicable — and 
as  these  works  have  a  most  important  pearing 
upon  the  interests  of  all  the  States  lying  upon  this 
great  river,  and  its  atUuents — and  the  appropria- 
f  tions  made  by  Congress  are  manifipstly  inadequate 
for  the  purposes  desired,  and  disproportiined  to 
the  objects  and  results  to  be  obtained.     Ba  it 

Resolved,  That  this  Convention  strongly  urges 
U{H>n  Congress,  prompt  and  liberal  action  upon 
these  subjects,  and  earnestly  request  tliat  all  the 
Senators  and  Representativ«'s  in  Congress  fr  urn  the 
States  represented  in  tliis  Convention,  usi-  their 
best  etlbrts  to  i)rocure  at  an  early  «lay,  the  neces- 
sary appropriations  for  their  accomplishmei  t. 

And  whereas,  similar  reports  have  been  made 
by  boards  of  competent  engineers,  ai)poin1ed  by 
the  Government  of  the  United  States,  which  show 
the  entire  praclicaltility  of  improving  the  har  wrs  of 
.  Charleston,  Savannah,  'Mobile,  Baltimore,  I  Rich- 
mond, Wilmington  and  Galveston  and  the  estimates 
.  by  them  prepared  for  the  purposes,  do  not  involve 
any  very  large  outlay  of  money,  therefore 

Resiilreil,  That  this  Convention  also  urgo  upon 
Congress  s|>eedy  attention  to  these  emiuentlyj  mer- 
itorious claims  upon  the  Uniteil  States. 

THE    PACIFIC    RAILROAD. 

Resolicd,  That  a  railroad  from  the  Missiisippi 
valley  to  the  I'acihc  ocean  is  demanded  not  only 
by  commercial  and  individual  interests,  bi  ,t  by 
our  national  neees.sities. 

2.  That  ;is  soon  as  the  surveys,  recently  ordered 
by  Congress,  are  completed,  the  General  Govern- 

.  ment  should  adopt  such  steps  as  will  insun  the 
completion  of  the  main  trunk  of  said  road,  a .  the 
tarliest  possible  period. 

3.  As  the  General  Government  would  be  ex]  )ect- 
ed  to  construct  only  one  main  trunk  ^  it  should  be 
located  on  that  route  which  scieutitiC  explorators 
shall  show,  combines,  in  the  greatest  degree,  the 
advantages  of  genial  and  temperate  climate,  f  irti- 
lity  of  soil,  cheapness  of  construction  and  the  ac- 
cessibility at  all  seasons,  from  all  portions  of  our 
Union. 

4.  That,  in  the  opinion  of  our  convention,  Jt  is 
right,  expedient  and  proper  that  the  General  Crov- 

:  ernment  should  make  liberal  donatioi^  of  the  pnib- 
'■  lie  lands  to  the  diflbrent  States  bordering  on  eith- 
er side  of  the  Mississippi,  to  enable  all  section!  of 
the  Union,  however  remote,  to  connect  themselves 
with  the  main  trunk.  . 

THE    TeHUANTEPEC    ROtTE. 

•      Whereas,  the  project  of  opening  a  communiba- 
-  tion  between  the  Atlantic  and  Pacific  oceans  by 
railroads  across  the  Isthmus  of  Tehu'antepec  re- 
commends itself  to  the  wai-m  support  of  the  whole 
Viuou,  and  particularly  to  that  of  the  Westcini 


J-,.-. 


and  South-western  States,  by  its  great  practicability 
the  facility  and  cheapness  of  its  construction,  as 
well  as  the  short  time  required  for  its  completion, 
thus  affording  to  the  commerce  and  travel  of  notonly 
the  United  Spates,  but  the  world,  a  cheap  and  easy 
access  to  the  Pacific  coast. 

Resolved,  That  our  Representatives  in  Congress 
be  requested  to  press  upon  the  Government  the 
necessity  of  bringing  to  a  favorable  termination, 
as  soon  as  possible,  the  negotiations  pending  in 
regard  to  the  right  of  way  across  said  Isthmus 
and  that  they  be  also  requested  to  maintain  by  all 
legitimate  constitutional  means,  the  rights  of  Ame- 
rican citizens  in  the  grants  made  by  the  Mexican 
Government. 

MANOFACTURES. 

Whereas,  the  Southern  States  of  this  Union  now 
have,  and  for  a  long  period  must  have,  a  virtual 
monopoly  in  the  productions  of  the  raw  cotton  of 
commerce  ;  and,  whereas,  it  is  of  vast  importance 
to  these  States  that  their  great  staple  should  be 
sent  abroad  in  its  most  valuable  form ;  and  where- 
as, it  is  believed  that  this  staple  can  be  wrought 
up  with  extraordinary  cheapness  and  facility  on 
and  near  the  fields  of  its  growth ;  therefore,  be  it 

R(solrcd,  That  the  president  of  this  convention 
apiMjint  a  committee  of  five  members,  who  shall 
be  requested  to  prepare  for  publication  and  distri- 
bution, particularly  in  the  manufacturing  districts 
of  Europe,  a  full  report  of  the  peculiar  facilities 
offered  by  the  Southern  and  Western  States  for 
the  manufacture  of  cotton,  and  that  this  report  be 
published  aa  a  part  of  the  proceedings  of  this  con- 
veiition. 

ON    EDUCATION. 

Resolved,  That  this  convention  earnestly  recom- 
mend to  the  citizens  of  the  states  here  represented 
the  education  of  their  youth  at  home,  so  far  as 
l)racticable ;  the  employment  of  teachers  in  their 
schools  and  colleges,  the  encouragement  of  a  home 
press,  the  publication  of  books  adapted  to  the  edu- 
cational wants  and  the  social  condition  of  these 
states,  and  the  encouragement  and  support  of  in- 
ventions and  discoveries  in  the  arts  and  sciences 
by  their  own  citizens. 

ON  STEAMERS  FROM  SOUTHERN  PORTS. 

Reaolvcd,  That  this  convention  regards  the  es- 
tablishment of  a  quick  communication  by  steam 
between  four  southern  ports  and  Europe,  and  en- 
couragement and  protection  of  this  system  by  the 
national  government,  connecting  therewith  ample 
mail  facilities  as  a  necessary  feature  in  the  com- 
mercial independence  of  the  south  and  west. 

ON  DIPLOMACY  CONCERNING  COTTON. 

Resolved,  That  the  attention  of  our  senators  and 
representatives  in  congress  be  called  to  the  propri- 
ety of  bringing  before  the  administration,  the  im- 
portance of  making  the  cotton  inte-est  a  subject 
of  instructions  to  our  foreign  commercial  and  di- 
plomatic agents. 

HYDROMETIC    GACGES. 

Whereas,  The  investigation  of  the  laws  which 
regulate  the  rises  and  falls  of  the  Mississippi  river 
and  its  tributaries,  and  the  adoption  of  some  sys- 
tem by  which  the  great  valley  of  the  Mississippi 
may  be  protected  from  inundation,  and  the  navig- 
ation of  the  western  waters  be  best  perfected  and 
secured,  are  subjects  of  the  deepest  interest  and 
importance  to  the  whole  western  and  .southern 
country,  therefore. 

Resolved,  1st,  That  this  convention  recommends 
to  congress,  that  among  the  measures  calculated  to 
advance  the  above  objects  and  facilitate  the 
schemes  already  undertaken,  it  deems  it  highly 
important  that  the  general  government  should  ap- 
point a  special  corps  of  scientific  engineers  to  in- 
vestigate the  laws  which  govern  the  Mississippi 
river  and  its  tributaries  ;  to  devise  the  best  sys- 
tem of  improving  the  navigation  of  those  rivers, 
and  of  protecting  their  lands  from  overflow,  and 
if  necessary  to  send  abroad  a  similar  corps  of  sci- 
entific engineers  to  examine  the  systems  of  im- 
proving rivers  adopted  in  other  countries,  and  to 
report  upon  all  matters  connected  witn  these 
subjects. 


Resolved,  That  in  furtherance  of  the  objects 
sought,  we  deem  it  highly  important  that  a  system 
of  permanent  hydrometic  gauges  should  be  estab- 
lished by  the  General  Government  at  several  points 
along  the  said  rivers  at  the  principal  towns  and 
cities,  by  which  the  actual  stages  of  their  water 
may  be  accurately  ascertained  from  day  to  day, 
the  depths  of  their  channels  regularly  sounded, 
the  changes  going  on  upon  their  banks  be  marked 
and  recorded,  all  of  which  shall  be  reported  to  the 
proper  department  of  the  government  from  time 
to  time. 

ADDRESS  TO  CONGRESS. 

Resolved,  That  a  committee  of  five  be  appointed 
by  the  president  of  this  convention  to  prepare 
an  address  to  the  congress  and  people  of  the 
United  States,  on  the  topics  embraced  in  the  ac- 
tion of  this  convention,  invoking  their  attention  to 
its  proceedings  and  action,  and  enforcing  them 
upon  their  consideration,  and  that  this  address  be 
published  as  an  appendix  to  the  proceedings  of 
the  convention. 

ON  ORINOCO,  AMAZON  AND  LA  PLATA  RIVERS. 

Resolved,  That  this  convention  highly  approves 
the  steps  which  have  been  taken  by  the  United 
States  Government  to  obtain  the  fullest  informa- 
tion in  respect  to  the  countries  bordering  the  Ori- 
noco, Amazon  and  La  Plata  rivers,  with  a  view  to 
opening  up  the  trade  of  those  vast  regions  to 
American  enterprise,  and  the  Senators  and  Repre- 
sentatives in  Congress  from  the  States  represented 
in  this  convention,  are  respectfully  requested  to 
use  all  proper  means  to  obtain  the  free  navigation 
of  the  Amazon,  by  the  establishment  of  mail  steam- 
ers from  the  port  of  New  Orleans  to  suitable  points 
on  the  South  American  continent,  or  in  such  other 
mode  as  may  be  deemed  most  expedient  to  secure 
to  the  people  of  the  United  States  the  advantages 
of  trade  and  intercourse  with  the  regions  referred 
to. 

Resolved,  That  in  the  opinion  of  this  conven- 
tion Lieut.  Maury  deserves  the  thanks  of  the  Amer- 
ican people  for  the  able  manner  in  which  he  has 
advocated  the  proposed  projects  of  uniting  by  the 
ties  of  commerce  and  common  interests,  the  great 
valley  of  the  Mississippi  with  the  tropical  coun- 
tries of  our  sister  continent,  and  we  trust  his  ef- 
forts will  not  be  relaxed  until  thegreateud  in  view 
is  fully  consummated. 

Illinois. 

Peoria  and  Oquawka  Railroad. —  The  aimual 
meeting  of  this  company  was  recently  held  at 
Knoxville,  Illinois,  at  which  the  following  gentle- 
men were  chosen  directors,  viz : — John  G.  Foote, 
S.  S.   Phelps,   A.   C.   Harding,   James   Knox,  R, 

Rouse,  Geo.  C.  Bestor,  Peter ,  A.  H.  Dan- 

forth,  Joseph  Thomas. 

At  a  subsequent  meeting  of  the  directors,  Mr. 
Rouse  was  elected  President  of  the  company  for 
the  ensuing  year. 

Among  the  most  important  measures  adopted  at 
the  meeting  of  the  stockholders,  was  the  appoint- 
ment of  a  committee  to  confer  with  the  directors 
of  the  Northern  Cross  and  Central  Military  Tract 
companies,  upon  the  terms  and  point  of  connec- 
tion at  or  near  Qalesburg. 

Contracts,  on  quite  favorable  terms,  have  been 
made  for  the  entire  completion  and  equipment  of 
the  road  east  of  Peoria  to  Middleport.  The  first 
section,  from  Peoria  to  the  Mississippi  and  Chica- 
go road,  about  fifty  miles,  has  been  taken  by 
Messrs.  Oruger,  Bucknor,  Hurry  &  Secor,  of  New 
York.  The  section  from  the  Mississippi  road  to 
Middleport  has  been  taken  by  Messrs.  Weld  & 
Co.,  of  Boston.  The  remaining  distance  from  Mid- 
dleport to  the  State  line,  will  be  built  by  the  Lo- 
gansport  and  Pacific  company. 

The  entire  distance  from  Peoria  to  Middleport  is 
to  be  fully  completed  and  put  in  running  order  by 
the  first  day  of  January,  1866,       , 
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Depreciatlou    of     £nglues 

If  an  engine,  fit  for  a  certain  extent  of  service, 
is  bought  new,  to-day,  for  $8000,  and  tlie  price  of 
an  engine  of  like  power  and  mechanical  perfect- 
ion will  be  reduced  by  five  years  experience  and 
competition,  to  $7500, there  is  S500  deprtciation 
in  the  valuation  of  the  same  amount  of  motive 
power. 

The  estimation  of  the  condition  of  the  engine, 
with  reference  to  its  value,  requires  a  knowledge 
of  the  duration  of  each  of  its  important  parts. 
The  furnaces,  trucks  and  tires,  require  the  most 
frequent  renewal. 

Next  to  these  are  the  brasses,  steam-packing, 
tubes  and  spark  arresters.  The  duration  of  an 
iron  furnace  when  of  sound  iron  is  from  five  to  six 
years.  There  are  longer  and  shorti'r  limits  than 
these,  depending  entirely  upon  quality  of  iron  and 
management  ;  but  five  years  is  a  fair  average. 
The  labor  and  stock  for  renewing  an  iron  furnace 
of  60  square  feet  will  cost  a  railroad  company 
when  applied  in  their  own  shoj),  about  $400. 
Cutting  and  piecing  tubes  at  the  same  time  will 
average  one  dollar  per  tube,  or  $150  per  sett. 
New  truck  wheels  costing  $60  per  sett  will  be 
needed  once  a  year,  or  oftener.  The  duration  of 
a  set  of  tires  2  inches  thick  of  Bowling  iron  is 
about  75000  miles,  or  three  years,  with  passenger 
engines,  and  not  so  long  with  freight  engines.  To 
renew  a  set  of  four,  6  feet  wrought  tires  costs  $400. 
To  renew  a  set  of  six  4^  feet  tires  will  cost  $450. 
To  renew  the  same  number  and  size  of  chilled 
cast  iron  tires  will  cost  $140.  These  tires  cost 
nothing  for  repairs,  are  equally  safe,  and  eflScient 
as  wrought  tires  and  require  a  far  less  outlay  for 
renewal,  as  shown  by  the  expenses  given  above. 

The  cylinders,  barrel]  of  boiler,  braces,  and 
frame  have  the  longest  duration  of  any  of  the  im- 
portant parts  of  an  engine.  These  may  be  con- 
sidered as  measureing  the  life  of  an  engine.  An 
explosion  occurred  upon  the  Baltimore  and  Ohio 
Road,  of  a  boiler  which  had  been  13  years  in  use. 
To  see  if  the  iron  had  become  defective  and  had 
thereby  become  incapable  of  resisting  the  usual  ■ 
strain,  pieces  of  the  shell  were  tested  and  found 
to  have  a  cohesive  strength  of  60.000  lbs.  per 
square  inch  of  cross  section,  showing  that  the  iron 
had  retained  its  original  quality. 

It  is  probable  that  twelve  years  is  about  the 
duration  of  an  engine,  for  by  that  time  the  suc- 
cessive renewals  will  have  embraced  nearly  all  of 
its  parts,  while  the  odd  compound  of  the  original 
and  the  renewed  parts  will  be  so  antiquated  and 
patched  as  not  to  realize  one  third  of  the  first 
cost  of  engine.  If  an  engine  runs  300.000  miles 
in  this  time  its  repairs  will  range  from  $18000, 
upwards,  making  its  total  depreciation  of  original 
and  renewed  parts  about  $26,000.  Were  it  not 
from  the  destruction  of  engines  by  accidents  the 
expense  for  repairs  would  not  much  exceed  6  cents 
per  mile  run,  under  the  ordinary  system  pursued. 

If  the  real  depreciation  of  engines  is  desired 
for  any  period  of  use,  as  one  year  after  first  use  ; 
it  will  be  safe  to  allow  6  per  cent  on  one  third  the 
value  of  the  engine  (to  include  the  shell  of  boiler, 
cylinders,  braces  and  frame,  and  some  other  parts) 
to  allow  35  per  cent  on  the  cost  of  tires,  100  per 
cent  on  truck  wheels,  20  per  cent,  on  fire-box,  10 
per  cent  on  tubes,  20  per  cent  on  brasses,  20  per 
cent  on  cranks  and  axles,  and  from  10  to  20  per 
cent  on  various  other  parts  of  the  work.    For 


illustration  the  parts  given  as  being  of  one  third 
of  the  full  value  of  the  engine  will  be  worth  $175 
less  at  the  end  of  the  first  year  ;  the  tires  $140 
less  ;  the  trucks  $180  less  ;  $80  to  a  $100  less  on 
firo-box  ;  $75  to  $100  on  tubes  ;  $100  on  brasses : 
$80  less  on  cranks  and  axles,  and  say  $200  on 
other  parts  ;  so  that  an  engine  in  full  use  for  the 
first  year  of  its  service,  without  repairs,  would 
depreciate  $1000.  This  proposition  appears  ob- 
scure when  it  is  known  that  the  «um  of  deprecia- 
tion and  repairs  reaches  over  $2000  yearly,  but  it 
can  be  understood  when  it  is  stated  that  the  de- 
preciation of  $1000  is  upon  first  construction  .alone 
and  not  upon  combined  original  construction,  re- 
pairs, and  renewals.  A  part  of  an  enginemay  de- 
preciate $500,  and  it  may  consistently  require 
$1500  to  replace  it,  from  the  manner  in  which 
repairs  must  be  made  and  the  expense  of  getting 
the  engine  in  shape  for  repairing.  It  can  readily 
enough  be  proved,  as  we  can  show  that  the  ex- 
pense for  keeping  up  an  engine  12  years,  and  its 
unavoidable  depreciation  in  market  value  at  the 
end  of  that  time,  must  be  three  times  the  original 
cost  of  the  engine,  while  no  one  would  say.  while 
in  full  view  of  the  original  boiler  shell,  cylinders 
and  frame,  that  the  old  engine  had  been  entirely 
renewed  three  times. 

This  point,  by  which  itappears  that  the  renewal 
of  a  part  ordinarily  costs  from  two  to  four  times 
what  would  be  the  proportion  of  the  same  part  for 
its  original  construction,  should  show  the  great 
necessity  of  making  an  engine  in  the  l>est  possible 
manner,  of  the  strongest  and  most  durable  mate- 
ri  als,  and  of  the  most  simple  construction.  It 
maj'  not  cost  $40  to  put  in  an  unsound  .sheet  of 
iron  in  a  furnace,  while  it  may  cost  $200  to  renew 
it.  The  expense  of  keeping  up  an  engine  rau^st  be 
its  repairs,  its  annual  depreciation,  and  its  interest. 

To  state  the  actual  depreciation  of  an  engine 
requires  that  .-ill  parts  renewed,  and  the  length  of 
their  service,  should  be  known.  An  engine  in 
full  use  may  at  the  end  of  two  years  be  worth 
$2000  less  than  first  cost,  while  in  consequence  of 
subsequent  renewals,  the  same  machine,  may  be- 
come worth  within  $1000  of  first  cost.  The  mar- 
ket value  of  an  engine  must  depend  on  the  jiuig- 
ment  of  the  one  who  values  it,  but  his  judgment 
can  be  worth  nothing  without  proper  means  for 
judging.  The  market  value  of  a  second  hand  en- 
gine will  probably  be  less  than  its  real  value,  as 
there  must  be  a  certain  extent  of  ignorance  of  its 
condition,  and  there  is  not  the  same  security  in  a 
purchase  from  a  user  as  from  a  builder. 

The  question  of  the  extent  of  depreciation  of  en- 
gines, posesses  an  additional  interest  from  its  bear- 
ing upon  the  number  required  to  be  manufactured 
yearly,  to  supply  the  ordinary  wear,  and  for  the 
equipment  of  new  roads,  and  to  meet' the  iucre;is- 
ing  business  of  old  ones. 

There  are  now  in  operation  in  the  United  States, 
14,000  miles  ot  Railway  upon  which  are  about 
3500  locomotives  at  work  averaging  one  to  4  miles 
of  road.  In  New  York,  by  the  returns  of  the 
State  Engineer,  there  were  446  locomotives  to 
1900  miles  of  road.  In  New  England,  the  pro- 
portion of  the  locomotives  to  the  mileage,  is  great- 
er, some  of  the  roads  having  one  to  two  miles  of 
road.  The  Boston  and  Lowell  has  21  engines  for 
27  miles  of  road  ;  the  Boston  and  Worcester  29 
engines  to  69  miles  of  road  and  branches  ;  the 
Reading  road  has  over  100  engines  for  less  than 


the  same  number 


he    Erie  road 
of  road,  and 


ifc  of  an  en- 
years.  This 
of  annual  do- 
ase  of  equip- 
>).i   per   cent, 


>f  miles  of  road, 
has  142  engines  fo '  about  500  miles 
has  some  30  mon  ordered.  The  I  altimore  and 
Ohio  road  411  mil;s  long,  has  144  eigines  and  25 
more  ordered.  T  lo  Southern  and  ^  Western  roads 
have  fewer  engiu(  s  to  their  mileage 
the  North.  We  t  link  we  are  not  o  rtainly  above 
the  mark  in  estiiu  ating  the  immbcir  |)f  locomMtiv«*8 
in  the  United  SU  es  at  3500.  Tht 
gine  may  be  pli  ced  at  about  12 
would  give  ^%,  a ;  the  per  centagc 
preciation.  We  estimate  the  incr 
ment  upon  roads  in  o{K;ration  at 
which  is  probably  too  low.  The  mti  aiber  required 
to  keep  the  old  ^t  )ck  good,  and  to  n  eet  th  eincrea- 
sing  wants  of  old  roads  will  Ik*  525. 

As  we  are  open  ng  .at  least  ;iOO0  niles  of  roa«l 
yearly,  the  numb  ir  of  engines  R-qu  red  for  these 
at  the  ratio  of  OIK  to  ev(;ry  4  milvKi  if  road  will  l>e 
750  i  shewing  thai  14<J0  locomotives  are  now  an- 
nually required  1>  f  our  ro.adsin  opci  ation  and  pix>- 
gress. 

At  the  rate  we  are  going  on  wit  i  our  roads  it 
would  ap[)ear  that  our  locomotive,  ^establishments 
have  a  good  pros  )ect  before  them  or  the  present 
at  least.  We  have  prep.ared  a  li.st  )f  these  works, 
an<l  a  statement  ^hewing  the  capac  ity  of  the  crea- 
tor par;  of  them,  which  we  shall  p  -obably  give  in 
the  next  numbei  so  th.at  our  buillers  can  judge 
for  themselves  of  their  ability  to  si  pply  the  prol>- 
,able  future   den  and. 


Kxhibit  of  tike  I.aiw^reikc«  bar^lk  and  T'pper  | 
MiasUslppIRi  llroacl,to  the  tiibckholders*      \ 

Gknt.s  :  1  am  lappy  to  ;uinouijo;  that  on  the  i 
30th  day  of  May  our  road  was  op'iietl  for  busi-'i 
ness  from  Lawrec  celmrgh  to  Greens  buiigh,  distan<re 
42  miles,  and  th  it  since  the  first  gay  of  tlie  pre- 
sent month,  regu  ar  i»asseng<'r  anc  Ireighl  trains 
have  every  day  i  Sundays  exeeptet  ,)  pa.ssed  over 
that  distance ;  i2  miles  have  ,  I'ceu  ballasted, 
and  the  residue  s  in  progress.  W  e  work  west  of 
Greensburgh  is  j  dvancing  towards  completion,  .so 
that  we  can  fairl  ?  hope  to  have  th ;  line  In-tweea 
Shelbyville  and  ndianapolis,  26  ni  iles,  in  use  by 
the  1st  of  Augtiit,  and  the  remauiing  distance  by 
the  1st  of  Octob  ;r.  Some  portion  ;  of  the  track 
have  been  laid  ?  t  Shelby ville  and  it  Indianapolis, 
and  will  be  con  iimed  from  each  point,  as  also 
from  Greensburgh  west,  as  fast  as  tlie  grade  will 
permit. 

All  the  rails  p  irchased  last  y«a  '  have  arrived 
in  this  country  iiid  have  been  d«  liv«'red  on  the 
Ohio,  except  abdut  500  tons  whic!  i,  owing  to  de- 
lay in  shipment  from  abroad,  and  the  unusually 
early  suspensiot  of  iiavifration  oi  the  Ohio,  will 
probably  reniaii  at  New  Orleans  jntil  next  fall. 
Fortunately  the  Company  had  pu  cha-sed  enough 
for  the  line  to  1  idianapolis,  and  also  a  branch  <»f 
7  miles  to  Milfor  i,  so  that  sufllciei  it  for  the  use  of 
the  main  line  is  m  liand,  and  the  only  inconveni-" 
ence  to  which  the  Company  will  be  subjected  is 
the  delay  in  laying  the  branch. 

Our  connection  by  R.  R.  beti>'een  Lawrence- 
burgh  and  Cinci  nnati  will  not  b  •  oonifilpted  as 
early  as  was  ant  cipated.  The  Ob  io  &  Missis-sippi 
Co.,  not  expect  ng  to  open  that  pj  rt  of  their  work 
between  those  points,  until  alx  ut  the  first  of 
January  next.  In  the  maen  tine  the  arrati^- 
ments  are  made,  by  which  our  bi  si  ness  and  tra- 
vel are  accommodated  by  steambuat,  the  run  by 
water  being  21  I  ailes.  The  line  o<  road  will  in  a 
few  days  be  completed  to  the  heal  of  the  wharf 
on  the  Ohio,  w  thin  300  feet  of  i  he  boats,  mak- 
ing it  very  convenient  for  th<j  transmission  of 
freight  and  pa«  engers.  ' 

Some  examinlations  have  been  ip;ide  for  the'con- 
tinuation  of  oui  route  to  Cincintuiti.  and  steps  tar 
ken  under  the  a ws  of  Ohio,  to  t  fleet  that  object. 
Sufficient  is  kn  >wn  to  make  it  ce  tain  that  a  good 
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line  can  be  bad,  and  at  a  cost  which  the  import- 


ance of  the  measure  will  justify  ns  in  encounter- 
ing. When  all  the  surveys  are  com])leted,  thi>. 
matter  will  be  specially  presented  to  tie  consider- 
ation of  our  stockholders 


\     Expenditures  so  far  hare  been  )^r^ 

Right  of  way 

Engineering 

Do.        on  extension  to  Cincinnrti. 

Salaries  and  incidental  expenses 

Taxes 

Paid  towards  Union  Track  and  Depot 

Indianapolis 

Interests  and  discounts 

Freights  and  Transportations 

Rails 

Construction  east  of  Greeiisb'g.  340,126 

do        west  of      do         .162,000 
Engines  and  cars , 


at 


Onr  rollin 
7  engines, 
70  gravel  cars, 
25  box  cars. 


stock  consists  at  present 
44  platform  cars 
1  first  class  pas  jenger  car, 
1  second  cla.ss 


• 


$10,871 

11,088 

550 

20,168 

3,600 

6,000 

93,434 

04,422 

856,030 

502,126 

134,058 


S,l,281,277 
)f 


Eight  more  engines,  100  box  cars,  &  first  class 
passenger  cars  and  2  b.iggage  cars  are  contracted 
for,  to  be  delivered  before  or  by  the  1;  t.  of  Octo- 
ber, besides  what  are  making  at  the  company's 
shops.  This  is  an  increase  of  4  engiius  and  10<> 
cars  over  what  was  contemplated  at  our  last  re- 
port, and  from  every  appearance  will  scarcely  be 
sufficient  to  do  the  business  when  the  road  isopen- 
ed. 

Sirce  the  statement  published  in  September, 
the  stock  of  the  <;ompany  has  been  in  creased  to 
$1,049,585.  Some  $80,000  will  be  adced  to  this 
amount  for  sums  to  be  taken  by  contractors. 


Sales  of  real  estate  have  advanced  to 


Riebmond, 


Fredericksburg, 


and   Potlmac 


$152,781, 


leaving  of  real  estate  unsold  $343,282.  There  is 
yet  due  from  Decatur  County  $50,000,  and 
from  others,  $48,827  for  stock  subscril)ed,  mak- 
ing, with  the  real  estate  on  hand,  $436,(09. 

Although,  by  reason  of  the  great  adv.i  nee  in  the 
price  of  transportation  and  labor,  the  c<  ist  of  our 
road  is  to  bo  somewhat  enhanced  from  the  origi- 
nal estimates,  yet  it  is  among  the  chea  )est  roads 
in  the  country,  and  even  with  the  incrcaied  equip- 
ment which  ii  has  been  thought  best  t<i  provide, 
will  not  probably  reach  $1,300,000,  inc  uding  ail 
necessary  buildings. 

During  the  three  weeks  that  the  Road  has  l)een 
o|»ened  to  Greensburgh,  it  has  been  prcdiicing  at 
the  rate  of  $y(XK)  per  month,  which  is  fully  ecpial 
to  all  that  was  expected  at  this  point  at  the  pre*^ 
cut  time,  and  atibrds  full  prt>mise,  tliat  as  it 
reaches  the  more  important  points  fartl  er  in  the 
interior,  the  best  anticipations  of  itsfrienis  will  be 
more  than  realized.  The  Western  connjctions  of 
our  TOW.I  are  fast  being  brouglit  to  co  npletion. 
Since  my  last  letter  to  the  Stockholders  the  Line 
from  Indianapolis  to  Lafayette  has  been  opened 
for  travel,  and  less  than  30  miles  of  track  remain 
to  be  laid  down  to  complete  the  conne  :;tion  be- 
tween Lafayette  and  Chicago,  attbrding  vith  ours 
a  through  line  from  the  Ohio  to  Lake  Michigan. 
Other  lines  pointing  west  and  north-west  from 
Terra  Haute  and  Lafayette  are  in  progress,  and 
will  furnish  additional  business  to  our  Line. 

An  arrangement  has  been  made  befreen  this 
Company  and  the  JefTersonville  Company,  for  the 
use,  by  the  latter,  of  our  Line  from  Shell  lyville  to 
Indianapolis,  for  the  transportation  of  their  freight 
and  pa.ssengers  between  those  points.  1  hLs  com- 
pletes the  connection  between  ItKlianapol  s,  Jefler- 
sonville,  Louisville  and  New  Albany,  md  will 
throw  an  increased  amount  of  business  (  ver  that 
part  of  our  Line.  It  also  makeis  a  conm  sction  by 
Rail  Road  between  Cincinnati  and  Louisville  via 
Shelby ville,  but  little  farther  than  by  the  river, 
and  which  will  command  much  of  the  travel  be- 
tween those  places,  especially  at  periods  of  low 
water. 

G.  H.  Dlnv,  Premlent. 

June  20,  1853 


We  copy  from  the  Richmond  Times  the  follow- 
ing notice  of  this  road.  It  is  one  of  the  best  man- 
aged projects  in  Virginia,  and  we  are  happy  to 
learn  that  its  stock  is  now  selling  at  par. 

As  a  matter  of  general  interest,  we  place  before 
our  readers  the  proceedings  of  the  late  general 
meeting  of  the  Stockholders  of  this  venerable  Com- 
pany. \'enerable,  because  it  is  in  its  twentieth 
year,  and  among  the  first  after  the  introduction  of 
the  Railroad  system. 

In  every  aspect,  the  Richmond  and  Fredericks- 
burg Road  has  been  a  fortunate  scheme,  and  it  is 
a  gratifying  feature  connected  with  its  fortunes, 
that  its  projectors,  and  the  fast  friends  of  the  en- 
terprize,  through  good  and  through  evil  i-eport, 
are  yet  amongst  us,  keenly  alive  to  its  prosperity 
and  active  in  i)r(imoting  it.  Every  President  and 
Director,  from  its  infancy  to  the  present  moment, 
may  yet  be  found  in  attendance  on  the  general 
meetings  of  the  Company,  a  fact  which  best  illus- 
trates their  interest  and  regard,  and  well  may  they 
be  proud  of  the  success  which  has  flowed  from 
their  counsels. 

Whilst  the  records  of  some  other  railroad  con- 
cerns exhibit  much  embarrassment  and  disaster, 
and  legislative  aid  is  constantly  sought  for,  the 
Krederiok.sburg  Company  h.as  successfully  met 
every  difficulty  incident  to  a  novel  cnterprize,  and 
now  stands  before  the  public  with  its  capital  stock 
unimpaired  in  its  original  value,  and  yielding  reg- 
ularly to  the  State  and  other  Stockholders  satis- 
factory dividends.  There  is  another  feature  in  its 
history  to  which  its  friends  may  turn  with  pecu- 
liar gratification.  Of  the  millions  of  passengers 
who  have  been  taken  over  the  roatl  not  a  single 
life  has  been  lost.  This,  indeed,  is  the  consum- 
mation of  good  fortune  and  good  management.  It 
is  a  matter  of  surprise,  nay  regret,  to  observe  that 
a  road  which  h.%5  so  fully  complied  with  its  obliga- 
tions to  the  public  and  the  commonwealth  itseif, 
should  have  any  cause  to  complain  of  the  action 
of  the  General  As.sembly.  Like  many  others,  we 
have  been  disposed  to  think  that  this  Company,  in 
(contesting  the  exclusive  right  of  way  between  the 
Junction  and  Richmond,  were  disposed  to  distort 
the  features  of  their  charter,  and  strike  for  privi- 
leges not  contemplated.  An  examination,  how- 
ever, of  that  section  of  the  charter  of  the  Rich- 
mond and  Fredericksburg  Company,  which  has 
elicited  the  controversy  referred  to  in  the  report 
of  the  President  and  Directors,  induces  us  to  doubt 
the  correctness  of  the  opinion  hitherto  entertained. 
That  others  may  judge  of  the  nature  of  the  guaran- 
ty intemled  by  the  Legislature  in  the  act  incorpor- 
ating the  Richmond,  Fredericksburg  and  Potomac 
Railroad  Company,  we  submit  it  as  follows : 

Be  it  therefore  enacted  and  declared,  and  the 
General  Assembly  pledge  itself  to  the  said  compa- 
ly.  Tliat  in  the  event  of-  the  comi)letion  of  the 
s.iid  railroad  from  the  city  of  Richmond  to  the 
town  of  Fredericksburg,  within  the  time  limited  by 
this  act,  the  General  Assembly  will  not,  for  the  pe- 
riod of  thirty  years  from  the  completion  of  the  said 
railroa<l.  allow  any  other  railroad  to  be  construct- 
ed between  the  city  of  Richmond  and  Washington 
or  for  any  portion  of  the  said  distance,  the  proba- 
ble effect  of  which  would  be  to  dimini.sh  the  num- 
l)er  of  passengers  travelling  between  the  one  city 
and  the  other  upon  the  railroad  authorised  by  this 
act ;  or  to  compel  the  comi)any  in  order  to  retjiin 
such  passengers  to  reduce  the  passage  money : — 
Provided,  however,  that  nothing  herein  contained 
shall  be  so  construed,  as  to  prevent  the  legislature 
at  any  time  hereafter,  from  authorising  the  con- 
struction of  a  railroatl  between  the  city  of  Rich- 
mond and  the  towns  of  Tappahannbck,  or  Urban- 
na,  or  to  any  intermediaU;  points  between  the  said 
city  of  Richmond  an<l  said  towns :  And  provided 
also,  that  nothing  herein  contained  shall  be  con- 
strued to  prevent  the  general  assembly  from  char- 
tering any  other  company  or  companies  to  con- 
struct a  railroad  from  Fredericksburg  to  the  city 
of  Washington. 

That  the  General  Assembly  intended  to  grant  to 
this  company  the  exclusive  travel  for  every  and 


any  portion  of  the  distance  between  Richmond  and 
Fredericksburg,  is  made  manifest  in  the  sectioa 
above,  we  incline  to  think.  The  ciise,  however 
h;\s  been  recently  fully  and  elaborately  argued  by 
the  ablest  counsel  of  our  state  before  Judge  Menj- 
dith,  and  all  suspense  on  thejsubject  will  soon  be 
at  an  end. 

We  are  pleased  to  see  from  the  proceedin|^  that 
the  directors  are  clothed  with  the  power  to  relay 
their  track  with  a  heavy  bar,  and  likewise  to  taku 
into  consideration  the  contemplated  connection  of 
their  road  with  the  Orange  and  Alexandria  road, 
at  or  near  the  intersection  of  the  latter  with  the 
road  of  the  Manassas  Gap  company.  Let  their 
scheme  be  but  consummated,  and  Richmond  will 
have  a  connection  with  the  Valley  of  Virginia  at 
its  richest  and  choicest  point,  the  beneficial  results 
of  which  will  be  almost  without  computation. 


Snrveyt   for  the    Paclflc    Rail    Ro«d« 

The  surveys  now  umlertaken  for  the  purpose  of 
collecting  information  in  reference  to  the  construc- 
tion of  a  railroad  from  the  Mississippi  Valley  to 
the  Pacific,  have  now  assumed  a  shape  that  ?pro- 
misesthe  most  satisfactory  results. 

Four  expeditions,  amply  appointed  and  under 
the  command  of  skillful  and  ex|jerienced  office rs, 
are  already  in  the  field,  and  the  report  of  tluJr 
operations,  sweeping  the  whole  area  of  our  territo- 
ry between  the  Mississippi  and  the  Pacific,  mii y 
be  expected  by  the  first  of  February  next.  The 
expeditions  are  entrusted  to  chosen  officers  of  tli<' 
corps  of  engineers  andjof  topographical  engineers, 
to  whose  science,  and  skill  the  success  of  our 
army  in  Mexico  was  sdpargely  attributable.  It  is 
probably  not  too  much  to  say  that  no  military  or- 
ganization in  the  world  can  produce  a  corps  more 
adequate  to  the  successful  conduct  of  such  a  work. 
The  first  of  these  expeditions  is  under  the  com- 
mand of  Major  Stevens,  late  of  the  engineer  corps-, 
and  now  governor  of  Washington  Territory,  and 
has  for  its  object  to  survey  the  region  stretching 
from  the  upper  Mississippi  to  Puget's  Sound.  It 
proceeds  from  St.  Paul's  in  the  Territory  -ttf 
Minnesota,  to  the  Great  Bend  of  the  Missouri  and 
Saskatchawan  rivers  to  the  most  available  pass  in 
the  Rocky  mountains,  surveying  the  best  passes 
in  the  Cascade  range,  and  the  Rocky  monutains, 
from  the  49th  parallel  to  the  heatl-waters  of  the 
Missouri.  It  is  part  of  tlic  object  of  this  cxikmH- 
tion  to  determine  the  capacity  of  the  whole  region 
of  the  survey  to  supply,  and  of  the  Missouri  and 
Columbia  rivers  to  transport,  the  materials  of  the 
proposed  railroad.  We  learn  that  a  satisfactory 
report  has  already  been  received  from  Major 
Stevens,  giving  assurance  that  he  is  already  en- 
gaged in  his  operations  far  beyond  the  western 
frontier  of  the  United  States.  He  expected  to 
leave  St.  Paul's  before  the  first  of  June. 

A  second  expedition,  under  the  command  of 
Lieut.  Whipple,  is  to  survey  the  region  of  our 
western  territory  adjacent  to  the  parallel  of  85 
deg.  It  will  proceed  from  the  Mississipi  along  the 
head  waters  of  the  Caiuidian,  cross  the  Rio  Pecos, 
and  enter  the  valley  of  the  Rio  del  Norte  near 
Albuquerque  ;  thence  through  Walker's  Pass  in 
the  Rocky  mountains,  to  the  Pacific,  at  some 
point  on  the  coast  of  sontliern  California  near  Sau 
Pedro,  Los  Angelos,  or  San  Diego. 

A  third  expedition  under  the  command  of  Capt. 
Gunnison,  will  pass  through  the  Rocky  mountains 
near  the  head  waters  of  the  Del  Norte,  by  way  of 
the  Heurfano  river,  into  the  valley  of  the  Green 
and  Grande  rivers  ;  thence  westwardly  along  the 
Nicollet  river  of  the  Great  Basin ;  thence  north  to 
the  Lake  Utah,  surveying  on  a  return  route  the 
best  passes  of  the  Wjisateh  range  through  the 
coal  basin  into  the  forks  of  the  Platte. 

A  fourth  expedition  is  to  operate  in  California. 
Its  field  is  the  region  west  of  the  Lower  Colorado 
to  the  Pacific.  This  expedition,  starting  from 
Benicia,  in  California,  will  examine  the  passes  of 
the  Sierra  Neveda  from  San  Joaquin  and  Tulare 
valleys,  together  with  the  whole  country  south- 
east of  the  Tulare  lakes,  to  ascertain  the  best 
route  between  Walker's  pasa,  or  any  other  pratic- 
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able  passes  in  that  region,  and  the  month  of  the 
Gila,  and  from  that  point  to  the  Pacific  at  San 
Diego. 

Each  of  these  expeditions  is  instructed  and  fully 
prepared  to  subject  the  region  assigned  to  it  to  a 
careful  scientific  survey,  having  reference  not 
only  to  the  examination  of  its  capacity  for  a  rail- 
road  route,  but  also  to  all  that  may  pertain  to  a 
thorough  geographical  knowledge  of  tlie  country, 
including  not  only  its  topography,  but  its  climate, 
soil  and  productions.  It  is  obvious  that  such  sur- 
veys, apart  from  their  main  object,  must  contribute 
very  largely  to  a  more  accurate  scientific  know- 
ledge of  this  vast  western  domain  of  the  United 
States.  The  appropriation  made  by  the  last 
Congress  for  these  Surveys  amounted  to  the  sum 
of  one  hundred  and  fifty  thousand  dollars,  and  it 
is  intended  strictly  to  confine  the  expenses  of  all 
the  various  exi)editious  to  that  amount. 


South  'Western  Railroad. 

We  copy  the  following  notice  of  the  railroad  tra- 
versing central  Kentucky  and  Tennessee,  connect- 
ing Danville,  in  the  former  State,  with  Manches- 
ter, in  the  latter.  The  project  is  one  of  first  im- 
portance, and  we  are  glad  to  see  that  its  construc- 
tion has*  fallen  into  the  hands  of  enterprising, 
efficient  and  wealthy  contractors,  who  will  open 
the  road  at  the  earliest  possible  day : 

This  road  extends  from  McMinnville  north-east- 
erly through  Middle  Tennessee  to  the  Kentucky 
State  line,  87  miles,  forming  a  part  of  the  direct 
road  from  Cincinnati  to  Pensacola,  Mobile  and  N. 
Orleans.  Nearly  every  portion  of  this  line  is  now 
in  progress  of  construction,  from  Covington  thro' 
Lexington,  Danville,  SicMinnville,  Winchester  and 
Guntus  Landing  to  Selma,  on  the  navigable  waters 
of  the  Alabama  River,  from  which  point  it  is  pro- 
posed to  construct  one  road  to  Mobile  and  anoth- 
er to  Pensacola.  A  road  is  also  constructing  from 
McMinnville  through  Talahoma  to  Florence  in 
northern  Alabama,  there  to  connect  with  the 
New  Orleans  and  Great  Northern  railroad.  At 
Winchester  it  connects  with  railroads  already  in 
operation  from  Nashville  to  Charleston  and  Savan- 
nah. 

The  South  Western  road  runs  along,  parallel  to, 
and  immediately  at  the  foot  of  the  Cumberland 
Mountains,  located  on  a  table  land  from  5  to  40 
miles  wide,  and  six  hundred  feet  above  the  gener- 
al level  of  West  Tennessee.  On  account  of  its  po- 
sition, with  reference  to  the  natural  features  of  the 
coimtry,  it  commands  the  most  desirable  location 
for  a  north  and  south  road  through  the  State. — 
The  climate  is  highly  favorable  for  that  latitude. 
Owing  to  the  high  elevation  of  the  country,  the 
atmosphere  is  dry,  of  uniform  temperature,  and 
entirely  free  from  bilious  and  epidemic  diseases. 
The  soil  is  generally  fertile,  and  on  the  table  lands 
produces  readily  all  varieties  of  agricultural  pro- 
ductions, while  on  the  mountains  are  found  the 
best  of  grazing  lands. 

There  are  no  natural  outlets  for  trade  in  this 
part  of  the  State.  Business  has  mostly  been  done 
with  Nashville  by  wagons,  a  distance  of  over  100 
miles.  For  this  reason  the  resources  of  the  coun- 
try have  never  been  developed ;  the  surplus  pro- 
ducts have  had  to  be  converted  into  a  form  to 
transport  themselves  ;  into  horses,  mules,  cattle, 
sheep  and  hogs,  for  they  would  not  bear  transpor- 
tation ;  land  is  cheap,  and  the  people  are  behind 
the  progressive  spirit  of  the  age.  The  benefit 
which  a  railroad  will  be  to  such  a  country  is  in- 
calculable. It  now  abounds  in  water  power,  which 
is  valueless.  The  mountains  furnish  abundance 
of  coal  and  iron,  which,  for  the  want  of  a  means 
of  transportation,  are  worthless.  A  railroad  will 
increase  the  population,  difi'use  intelligence,  dou- 
ble the  value  of  lands,  and  develope  and  give 
a  value  to  the  natural  resources  of  the  coun- 
try. 

A  glance  at  the  map  will  show  the  great  impor- 
tance and  value  of  this  line  of  roads.  Cincinnati 
is  one  of  the  great  central  points  of  railroads  north 
of  the  Ohio  river.     She  has  nine  great  trunk  lines, 
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radiating  to  the  east,  the  north  and  west,  while  on 
the  south,  this  is  the  only  line  of  roads  now  con- 
structing forming  the  most  direct  connection  with 
the  Gulf  at  Mobile  and  Pensacola.  Extending 
with  its  connections  on  the  north  from  the  Lakes 
to  the  Gulf,  it  passes  through  eleven  degrees  of 
latitude,  yielding  every  variety  of  agricultural 
production.  The  local  business  aritsing  from  an 
interchange  o<  these  would  alone  liberally  support 
such  a  road. 

New  Orleans  has  heretofore  commanded  all  the 
Gulf  trade,  on  account  of  her  jx)sition  on  the  Mis- 
sissippi river,  the  only  outlet  for  the  great  west 
She  is  built  a  hundred  miles  from  the  Gulf,  with 
a  shifting  and  dau^'crous  bar  at  the  mouth  of  the 
river,  and  nearly  all  freight  going  up  or  down  is 
subjected  to  a  tax  of  a  dollar  per  ton  for  towage. 
Mobile  and  Pensacola  both  are  much  more  access- 
able  than  New  Orleans,  and  need  only  communi- 
cation with  the  north  by  railroad  to  di\  ide  the 
Gulf  trade  with  her. 

This  trade  is  receiving  new  and  imjx)rtant 
accessions  everj'  year,  from  the  South  American 
States,  from  California  and  the  Pacific  Coast. 

It  would  be  impossible  to  estimate  the  amount 
of  business  which  will  be  done  over  this  road  on 
its  completion  ;  but  there  can  be  no  question  but 
that  it  will  be  one  of  the  most  valuable  roads  in 
the  country. 

Our  esteemed  fellow  citizens,  the  Messrs.  Cuam- 
BEHLiN  &  Fkkguson,  havc  taken  the  contract  for 
the  entire  construction  and  equipmentof  the  South 
Western  railroad,  the  contract  amounting  to  over 
two  millions  of  dollars.  They  are  experienced, 
enterprising  and  responsible  railroad  builders,  and 
Mr.  Ferguson  will  soon  leave  for  Tennessee  to  su- 
perintend the  vigorous  construction  of  this  impor- 
tant road.  We  congratulate  the  people  of  Middle 
Tennessee  on  the  certain  prospect  that  the  Iron 
Horse  will,  ere  long,  traverse  the  beautiful  table 
lands  of  the  Western  slope  of  the  Cumberland 
Mountains,  and  bring  the  north  and  south  into 
closer  neighborhood  and  better  acquaintanceship, 
to  their  mutual  advantage,  commercially  and  so- 
cially. 

A  TeBt  for  Tractive  Ponrer. 

It  would  be  a  verj-  great  assistance  to  railrojid 
companies  and  locomotive  builders,  if  an  accurate 
and  simple  test  could  be  devised  for  tin'  resistance 
of  trains,  the  traction  of  engines,  &c.  Every  new 
improvement  in  rtmning  machinery  could  thereby 
establish  its  su{>eriority,  and  every  useless  or  un-i 
philosophical  innovation  could  be  exploded  at 
once.  It  is  well  known  that  the  money  wasted  on 
useless  arrangements,  to  instil  an  impossible  value 
into  them,  would  test  all  really  useful  imi)rove- 
raents.  IIow  often  do  we  hear  a  man  advance 
some  trifling  fact  of  resistance  as  being  the  cause 
of  the  whole  expenditure  of  power  on  railroads: — 
One  man  has  hit  it,  when  he  says  that  all  that  j)re- 
vents  engines  from  pulling  as  much  upon  a  per- 
pendicular ascent  as  a  horizontal  plane,  is  a  "want 
of  adhesion."  Another,  that  the  whole  expendi- 
ture of  power  upon  a  railroad  is  due  to  the  resist- 
ance of  curves,  and  he  will  compare  a  curve  of70(» 
feet  radius  to  a  grade  of  77  feet  per  mile !  As  ilie 
very  conception  of  the  ideas  entertained  by  some 
men  prove  that  they  know  nearly  nothing  of  the 
subject  they  wish  to  elaborate,  it  would  be  a  cap- 
ital thuig  for  an  ingenious  man  to  devise  a  practi- 
cal test,  which  should  show  the  feet  and  inches, 
pounds  and  ounces,  dollars  and  cents,  of  everything 
proposed  as  an  improvement  upon  railroad  niaohi- 
nery,  at  least. 

The  trial  of  a  new  improvement  is  not  generally 

made  sufliciently  exact  to  show   its  real  value. 

There  is  a  common  notion  among  many  mechan- 
ics that  the  U'st  of  a  thing  is  its  endurance — its 
safety  from  failure,  by  breakage  or  premature  de- 


tachment.     This  cc  vers  the  itrimitirj:  ground  of 


1  fii   prt'sume 
cfirs,  brakes, 
last  in  con- 
involve  an 


the  permanene»'   of  the   thing,    but 

there   arc   many   arangements   of 

boxes,  valve  motion  s,  etc.,  which  will 

tant  use  as  long  as  .my  other,  but  whic 

exix'iisive  applicatit  )n  of  jKJwer.     An  i  nprovement 

miust  have  a  2>hilos<  >|ihical  as  well  ai  . .  uiechjuiical 

value,  and  vice  rcrs  i.  ] 

In  these  times  o  '  gradual  impr<n  -ment.  when 
signal  applications  in-  rare  among  ra  Iroad  machi- 
nery, at  least,  ever  r  new  arrangemei  it  should  Iks 
accurately  and  pra  jtically  tested,  i  'he  valnc  of 
a  new  tiling  shouW  be  a.sccrtained  n  cents  and 
mills,  its  power  in  >unces  and  grain !.  The  fact 
that  an  engine  is  i  laced  under  diffirent  circum- 
stances upon  diilerMit  roads,  or  in  dinereut  w<'ath- 
er,  or  with  diftereii  t  working,  caniioi  destroy  the 
general  princii)le  t  lat  a  ]>ound  of  po  iver  saved  is 
a  pound  earned.  j 

A  road  that  h.'ts  no  knowledge  of  what  the  dif 
ferent  operations  of  its  business  shcuKI  cost,  tlial 
does  not  know  tin :  details  of  its  e  cpen,ses.  that 
makes  no  experiments — such  a  road  i  laiinot  l»e  said 
to  have  any  syster  i  of  mot  ivt;  i«>wcr.  Such  a  road 
may  h.ive  twenty  .Migines,  but  caUD>t  tell  which 
is  best, — or  if  it  a  .n,  cannot  tell  w]r  '. 

It  is  a  road  thai  cannot,  by  its  aj  :er7ts,  tell  th« 
ditl'erence  between  a  cord  of  woo<l  and  a  ton  of 
coal ;  between  an  .'nfrine  upon  eiglit  drivers  and 
one  ui>oii  two  :  be  twecn  a  grade  of  I0(»  feet  to  tlio 
mile  and  a  level ;  xaween  one  spar  i  arrester  and 
another ;  betwe«-u  a  chilled  wheel 
wheel.  A  road  (  oing  a  constant  aAd  heavy  bus! 
ncss  in  any  kind  of  traffic,  meetin  ^  regular  and 
heavy  expenses,  <  ught  to  know  the 
ery  branch  of  e::pense,  of  every 
power,  and  of  every  arrangement  o 


details  of  ev- 
application  of 
engine. 


There  is  a  lar  ;e  chuss  of  raiht  ad  machinery 
which  is  the  subjxt  of  constant  a  teration.  Au 
instrument  whicl  i  would  show- th  resistance's  of 
diflerent  arrange!  nents  would  be,  a  s  wc  have  al- 
ready said,  a  valuable  aid.  AspriUj  dynamonieftr, 
a  lever  gauge,  in  air  cylinder,  with  an  Ash- 
croft  steam  gau_g ;,  or  a  test  by  tiM  angle  of  fric- 
tion ought  to  be  idopted.  We  bel  eve  a  cylinder, 
open  at  one  end  <  nly,  and  having  a  piston  connec- 
ting with  the  dn  w  rod  of  an  engiu  l^,  might  show, 
by  the  compression  of  tie  air  co  ifined  in  it,  tho 
resistance  of  a  tr  lin.  An  Ashcro  \  gauge  \\  ould 
be  the  measure  <  f  compression.  '  'his  might  an- 
swer to  measure  traction.  Then  a,  ^ain,  everv'  en- 
gine needs  exiwiimenting  upon  to  how  the  varia- 
tion of  pressure  in  cylinder;  an  indicator  of  GoeK;h  s 
or  McNaught's  liaji  is  the  pre>per  tLst  for  this.  A 
blast  gauge  is  nocessary,  with  a  vahuum  gauge  or 
barometer,  in  all  experiments  upeU  draught  of  fire. 
A  water  meter  v  ould  be  useful  in  -he  feed  pifx-  of 
an  engine ;  a  stre  ng  glass  air  chami  er,  for  the  force 
pump  would  show  the  real  value  cf  an  air  vessel, 
and  many  other  applications  ^V(«i]  1  facilitate  the 
acquisition  of  ir  formation  u|>on  {  ractical  points. 
A  system  of  mej  curing  fuel  and  tl  e  trial  of  esUib- 
lished  means  foi  economy  of  fml,  oil,  etc.,  should 
be  adopter!  on  >ne  engine  of  ev  ?rj-  class  u{>ou 
great  roads.  The  expenses  of  <i  11  arrangements 
should  be  kept  separate,  as  beiqg  of  more  import- 
ance generally  t  lian  all  else. 

Some  of  the  pouthern  roads,  i  rhich   for  great 
roads,  have  a  npore   full  system 
motive    power 
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sumption  of  fuel,  oil,  waste,  and  repairs  for  each 
engine ;  know  what  it  costs  to  keep  i,  furnace 
whole,  a  boiler  tight  or  a  tire  in  nmnitg  order; 
while  these  matters,  important  as  they  are  and 
simple  as  they  are,  can  scarcely, be  ascertained  at 
the  north.  It  is  this  test  of  experimer  t  which 
under  but  a  partial  application,  has  estab  ished  the 
style  of  the  freight  engine  of  these  gre  »t  roads, 
and  which,  while  operating  far  inferior  rsads,  has 
made  their  running  expenses  less  than  orf  most  of 
the  northern  roads. 


Ainerlean    Railroad  Journal. 


Saturdnjr,  Jnly  3,  tI853« 
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Importaut  DeeUlou>»Constrnctlon 

General  Railroad  Law^  of   Illlii4U> 

The  recent  decision  of  Judge  Morris,  in  the  case 
of  the  Micliigan  Southern  Railroad,  vs.  Ihe  Illin- 
ois Central  railroad,  appears  to  settle  the  constnic- 
tion  of  the  general  railroad  law  of  that  st  ate.  In 
the  case  referred  to,  the  judge  decided  hat  the 
general  railroad  law  of  the  Bi&ic,  an  I horied  rail- 
roatl  rum-panics,  organized  nntler'  its  prav'sions  to 
do  every  act  nccessarij  to  the  construction  n/ a  rail- 
road, iriththe  e.rcrplionoft/iccondem7ia/ion  jf  lands, 
and  tlial  ichrn  a  company  procured  the  nglit  of 
waif,  ttu:ir pincers  under  the  act  ircre  covipk  e.  The 
Judge  also  decided,  that  the  acts  of  the  company 
organized  as  aforesaid  could  only  be  inquired  Into 
on  a  process  in  behalf  of  the  state. 

We  pre^^ume  that  this  case  may  be  regarded  as 
conclusive  as  to  the  right  of  the  Mississi  )pi  and 
Atlantic  railroad,  to  construct  their  railr  )ad  un- 
der their  present  organization.  We  learn  tl  at  they 
have  the  right  of  way,  for  a  greater  part  if  not 
the  entire  distance,  and  we  furtheV  learn  tliat  it  is 
the  intention  of  this  company  to  proceed  forthwith 
in  the  work  of  construction  ;  and.  as  capita  lists  in 
this  city  stand  ready  to  take  >ip  its  stocks,  we  see 
no  reason  lo  doubt  the  early  completion  of  this 
road,  to  the  banks  of  ihe  Mississippi. 

Dry  Steam. 

Mon.  Ilypolite  Uhry,  the  accomplished  drkuglits- 
man  and  designer  of  Rogers,  Ketchum  &  Q  -osven- 
or's  works,  has,  in  conjunction  with  Mr.  Littgens, 
of  Paterson,  invented  a  steam  heater,  or  a  '"dry 
chamber,"  for  the  purpose  of  making  sure  larged 
Bteani,  or  anhydrous  steam.  The  apparaHis  con- 
sists of  a  chamber  filled  with  small  vertical  tubes, 
and  placed  in  the  upi)er  part  of  the  smol;e-box, 
above  the  mouths  of  the  boiler  tubes.  The  steam 
from  the  boiler  finds  its  way  into  this  ch  imber, 
and  surrounds  th^  tubes  which  aro  open  to  jonvey 
the  heat  from  the  lower  to  the  upper  part  of  the 
smoke-box.  By  these  means  the  inventors  believe 
the  steam  receives  an  extra  quantity  of]  heat, 
which  forms  a  reserve  from  which  is  supplied  the 
usual  loss  by  conduction,  and  which  loss  would 
otherwise  pro<luce  condensation,  and  a  consequent 
loss  of  pressure.  They  believe,  also,  that  tlje  par- 
ticles of  water  carried  ofl"  by  priming  \|ill  be 
thereby  converted  into  steam.  The  apparatus  is  in- 
tended especially  to  prevent  the  great  loss  Arising 
from  condensation  of  steam  in  unprotected  pipes 
and  cylinders. 

If  it  is  true  that  the  waste  heat  of  the  8kn<)ke- 
box  is  much  greater  than  that  of  the  steam  as  it 
leaves  the  boiler,  this  arrangement^  may  efisct  an 
important  saving.  It  must  also  be  seen  ihat  it 
shall  form  no  impediment  to  the  draught. 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  SIOO. 


NAME  OF  COMPANY. 
1 


N.H 


Atlantic  and  St.  Lawrence. . .  Maine 

Androscoggin  and  Kennebec.  " 

Kennel)ec  and  Portland " 

Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland 

Boston,  Concord  and  Montreal. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vei-mont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vemiotit  Vjilley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. ..  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. ,  " 

Worcester  and  Nashua " 

Western " 

Stonington R.I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haveti. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Albanv  and  Schenectadv N.  Y. 

Burtalo  and  New  York  City . .  " 

Butt'alo,  Corning  and  N.  York.  " 

Burtalo  and  Rockester " 

ButiTalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Su.squehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Hiu-lem " 

Long  Island " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

R<K;liester  and  Syracuse " 

Rutland  and  Wjishington " 

Saratoga  and  Washington. ...  " 

Syracuse  and  Utica " 

Troy  and  Rutland " 

Troy  and  Boston " 

Utica  and  Schenectady " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Vallev Penn. 

Erie  and  North  Eiist " 

Harrisburgh  and  Lanca.ster. . .  " 

Philadelphia  and  Reading " 
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130 
95 

118 
35 

184 
60 
41 
53 
32 
39 
78 
96 
65 
45 
31 
63 
56 
20 
36 
96 


a. 

3 

3. 


-s- 


S  s 

o  "^ 

.  c 

O  " 
H 


1,417,587' 

809,878; 

876,741, 

1,365,600 

227,9811 

1,649,270' 

1,485,000 

2,078,625 

3,016,634 

717,543 

600,000| 


3,000,000 
905,300 
800,000 
123,884 
291,200 
622,000 
none. 
720,900 


none. 


1,097,900, 
2,435,328 
8,500,0001 
1,500,000 
392,000 


550,000 
1,964,588 
3,500,000 


4,649,392 
1,994,429 
2,180,000 
1,459,384 
In  progres 
2,540,217 
l,48o,(KX) 
3,002,094 


700,000 


1,830,000 
4,076,974 
3,160,390 
4,500,000 

421,205 
1,591,100 
2,850,000 
1,050,000 
3.640,000 

500,000 

547,015 
1,964,070 

250,000 
2,140,536 
1,134,000 
5,160,000 


1,457,600 


3,000,000 


558,861 
2,992,460 

926,000 

750,500 
2,121,110 
1,000,000 

900,000 


1,826,000 
879,636 


150,000 

3!M),000 

425,000 

171,800 

193,500 

500,000 

none. 

100,000 

none. 

819,743 

282,300 

none. 

1,001,5001 
171,210 

6,319,620 


651,214 

1,400,000 

673,500 

1,745,516 


» 


200,233 
131,006 
133,338 
208,669 
15,694 
150,538 
305,805 
287,768 
328,782 


132,546 


12,000,000 
1,600,000 


300,000 


472,000 


1,995,249 
4,092,927 
3,546,214 
4,845,967 

633,906 
1,801,946 
3,120,391 
1,060,000 
3,633,673 

520,476 
1,245,927 
2,293,534 

307,136 
3,203,333 
1,321,946 
9,963,759 


388.108 
659,001 
429,484 
758,819 

60,743 
229,004 
488,793 
229,445 
674,674 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1,839,873 


1,731,498 


800,000 
1,641,000 
440,000 
650,000 
701,600 
685,301 
1,650,000 


2,500,000 

In  progres 

1,611,111 

4,826,937 


i 


425,509 
687,000 
9,612,995 
3,740,615 
4,726,250 
1,875,148 
1,578,311 

;«o,ooo 

5,132,990 

850,000 

899,8Wi 

2,400,000 

237,690 

430,936 

4,124,000 

1,011,940 

1,500,000 

1,022,420 

2,197,84U| 

986,106 

1,184,500 

600,0001 

783,9601 

6,666,332 


1,380,610 
2,596,488 
1,774,584 
2,650,500 
In  progres 
2,415,014 
1,921,270 
In  progres 
987,627 
1,070,786 
24,003,865i31 ,301,806 
7,046,39610,527,654 
977,463|  6,102,935 


184,903 
872,000 


582,400 
400,000 


516,246 

2,780,760 
201,500| 
700,123 
400,000 
940,000 
126,000 
100,000 
700,000 
none. 
650,000 

i 

128,000: 
476,000, 

1,500,000( 
13,000 

i 

688,051; 


2,446,391 
4,933,029 

607,803 
6,016,778 
1,250,000 
1,832,945 
2,661,477 

329,577 
1,043,367 
4,093,273 
1,693,711 
4,327,4"'' 
1,220,325 
3,245,720 
2,379,880 
1,266,143 

750,000 
1,609,494 


324,790 


Leased  to 
Recently 


253,690 


600,408 
329,041 


114,410 
814,714 


Recently 
267,561 
296,112 

Recently 


619,976 
Recently 


76,760 

74,241 

3,537,766 

1.063,659 

681,445 

205,068 

435,845 

90,616 

988,366 

Recently 

173,545 

616,918 

Recently 

Recentlv 

1,029,774 

225,162 

1,388,385 

140,154 

603,942 

260,899 

118,617 

Recently 

200,249 


5) 

'S 

«^ 
!2q 


oo 


e 

73 


99 


JS 
GQ 
«»• 
O 
V 

'u 


none 

[none 

'none 

I  6 

'none 

79,659none 
141,836  10 

55,266?  6 
163,0761  5 
6K 

61,613|  8 

|none 

jnone 

none 

165,340'none 


the  Vt.  Cjent. 
opened,   jnone 


95 

30 

40 

100 

I  40 

63i 

108 

*68' 

99 

108 

9 

46i 

35 

17i 

1024 


none 


130,881 
338,215 
212,625 
331,296 

30,056 

72,028 
241,017j 

99,6891 
232,7871 

43,960 

23,415:none 
101 ,510  none 

24,399j  8 

18,648;  none 


7 
6  , 

5 

8 
6 

7X 


66,900 
682.195 


139.514 


332,223 
168.902 


443,993 


opened. 
116,965 
164,448 

opened. 


415,323 
opened. 


4>^ 

6y^ 


6 
10 
none 
none 
none 


none 

8 
none 
none 
10 


10,427,800jl7,141,987  2,480,626 


39,360 

23,496 

691,623 

338,783 

324,494 

44,070 

176,123 

43,609 

549,824 

opened, 

135,017 

376,025 

opened 

oi)ened 

724,770 

116,706 

478,413 

80,351 

316,259 

124,740 

76,890 

opened. 

106,932 
1,261,987 


none 
none 

7 
none 

5 
none 
none 

4 

8 


none 
10 

none 
10 

8 
10 

4 
10 

3M 
5 


100 

105 
884 

lOli 
40 
67i 
95 

107 
99} 

117 
67 
86i 

in 

60 

991 

60i 


124 


108 


46 

56 
146 

85 

65 
182 
130 

•  •  •  • 

68 

•  •  •  • 

804 
72* 
664 
36 
424 
70 
164 


30 

182 

33 

•  ■  • 

196 
109 
160 

148 


tl26 

I*  •  •  • 
931 
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Railway  Share  List, 

Compiled  fr<mi  tke  latest  returns — corrected  every  Wednesday — on  a  par  valuatum  o/"$100. 


NAME  OF  COMPANY. 


a 
o 


I 


P. 

3 

o 


Philad.,  Wilmington  and  Bait.  Perm.'  98 


Pennsylvania  Central 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..  " 

Alexandria  and  Orange Va. 

Mana.ssas  Gap " 

Petersburgh " 

Eichmond  and  Danville " 

Richmond  and  Petersburgh . .  " 

Rich.,  Fred  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 


Wilmington  and  Raleigh . 


250 
30 
47 

381 
38 
57 
65 
27 
64 
73 
22 
76 
62 

107 
60 
32 


N  .C. 161 


-50 
55 
93 
33 
88 
60 
80 

125 

28 
65 


40 
20 
36 
31 

37 
84 

167* 
57 


3,850,000 
9,768,153 


9,188,300 
1,650,000 


Charlotte  and  South  Carolina.  S.  C.  110 

Greenville  and  Columbia "      140 

South  Carolina "     242 

Georgia  Central "      191 

Georgia "      211 

Macon  and  Western "     101 

Muscogee "       71 

Wilmington  and  Manchester..  " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Teon. 

Na.shville  and  Chattanooga. . .  " 

Covington  and  Lexington ....  Ky. 

Frankfort  and  Lexuigton " 

Louisville  and  Frankfort " 

Maysville  and  Iicxiington " 

Cleveland  and  Pittsburgh ....  Ohio.  100 

Cleveland,  Painesr.  and  Ash..  "        71 

Cleveland  and  Columbus ''     135 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie "       61 

Cincinnati.,  Ham.  and  Dayton  •'       60 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami *' 

Mansfield  and  Sandusky " 

Mad  River " 

Ohio  Cental " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania "      187 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Toledo,  Norwalk  and  Clevel'd  "       87 

■Xenia  and  Columbus "        54 

Evansville  and  Illinois Ind.     31 

Indiana  Central " 

Indiana  Northern "      131 

Indianapolis  and  Bellefontaine    "       83 

Lawrenceburg  and  Ind 

Lafayette  and  Indianapolis. . .  "       62 

Madison  and  Indianapolis "       88 

Peru  and  Indianapolis "       40 

Terre  Haute  and  Indianapolis    "       72 

Rock  Island  and  Cliicago '• 

Chicago  and  Mississippi " 

Illinois  Central HI. 

Galena  and  Chicago "        92 

Michigan  Southern Mich.  315 

Michigan  Central "     !282 

Pacific Miss.l..., 


2,403,276 
5,000,000 


1,372,324 


1,328,722 
1,400,100 
3,000,000 
180,000 
1,338,878 


1,004,231 
3,858,840 
3,100,000 
4,000,000 
1,214,283 


835,000 
2,093,814 
1,430,000 


586,887 


776,259 
879,868 
688,611 


1,239,454 


3,027,000 


1,694,000 


310.000 


2,370,784 

900,000 

1,860,500 


1,750,700 


652,000 
1,092,13: 


1,650,000 
'  632,387 


9,827,123 


«  S 


C   3 
CO    e; 

c 


o 

H 


6,813,839 
15,000,000 


s 

o 
O 


a 

C4 

lb 

a> 

00 

bt) 

rH 

C     . 

•Eg 

-a 

s 
u 

■»3 

> 

O 

^ 

a 

u 

X 

o 

s 
o 


667,785;    383,501i 
1,943,827    617,625! 


200,000 


19,542,307 
1,650,000 


In  prog. 
In  prog. 


In  prog. 


1,325,663 
348,622i 
413,673! 


615,384 
216,237 
152,5361 


800,000  In  prog 
446,036,  In  prog,     j    176,485|      74,902  none 
l,500,000jln  prog.     , ^^.   inone 

...     .  •  •  .    {1>^ 

153,898'  6 


71 
100 


71 
42* 


100 


120,fK)0 
1,134,698 


300,000 

5,000,000 

306,187 

1,214 

168,000 


150,000 

4ob*.6b6 


641,000 
850,000 
900,000 


1,371,000 


408.200 


906,000 


550,000 


1,000,000 


2,450,000 


416,5321     89,776 
2,905,574    510,038, 


In  prog. 
7,002,396 
3,:378,1.32 

1,596,283; 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 
1,330,960 


1,000,7171  609,7111  7 

'    945,508  5(t8,625|  8 

i    934,424  456,468  7}4 

296,584  153,697  9 


129,395j     71,635   8 


173,642      76,079;  8 


In  prog. 
In  prog. 
In  prog. 


125 
102 

109 


87,421 


44,250 


In  prog. 
2,963,756j  194,429:  123,306;  6 


76 
1*03* 


3,655,000 
In  prog. 


777,793    483,48312     1132 


2,600,000    321,793'    200,967 

In  prog.     , I : 

925,000  Recently 'opened.    ' 
In  prog. 


115 


80 


In  prog. 
2,634,157  i   626,746 

,  1,855,000 i 

565,751| 


314,670  10  |120 


800,000 
119,500 


In  prog. 


In  prog. 


Recently  ojiened. 


1,317,140  Recently  opened. 
1,257.714:    237,506     l:i5,363 
In  prog.     j. ....... 


1150 


15 


Recently 


opened. 


In  prog 


Recently  opened. 
760,000i  2,400,000i   516,414;    268,075 
In  prog.     I i 


....;  75 

....I.... 

10  !  99 


663,100 


1,353,019;    106,593 


71,446  4     108 


r 


1,932:361 
2,499.410 
4,000,000 


I....  136 

500,000  In  prog.         472,109 '....'125 

2,629,(X)0!  6,430,246;   592,187    293,046:....  146 
4,067,396:8,614,1931 


8 


117 


kvhich  can  only 

is  period  of  pro- 

a  8U])erlatire 


large  sums  inl  o  circulation, 
the  amount  it  jfi^l  in  this  way 
1st,  ^ve  wouUl 


:  stock  and  Money  M«.*lcet. 

^'he  past  has  been  a  depressed  \  week  in  Wall- 
street.  The  leading  theme  has  l«|en  Erie.  Not- 
withstauding  the  large  decline  in  its  stock,  it  is  as 
weak  at  80  as  t  was  a  fortnigl  t  since  at  89. 
Holders  appear  jo  be  no  more  sat  sfied  with  it  at 
its  lowest  point  jthan  at  its  faigbei  t.  Its  value  is 
considered  to  bej  entirely  uncerta  n.  Its  market 
price  for  some  (time  to  come  wijl  depend  more 
ujion  the  iK)siti<>n  of  )>aities  opcritiitg  in  it,  than 
upon  any  well  gk-ounded  conviction  of  its  real  val- 
ue. What  that  is,  is  a  problem 
be  worked  out  by  timt.  During 
bation,  it  can  oqly  be  regarded 
fancy. 

The  general  ^arkei  has  ruled  low,  owing  in  a 
measure  to  the  Reason  oJ'  the  yegii  — the  /■'/>«/  and 
Fourth,  of  July  i  the  first,  divideni,  and  tlie  latter 
a  holiday,  havi:  tended  to  diveib  attention  from 
other  transactions.  Oi>erations  ii  i  the  street  and 
at  stock  board  are  to  some  extent  neglected  for 
more  jtrcssing  i  latters.  Money  dfay  bo  said  to  be 
abundant,  thou  ;h  there  has  been  quite  au  active 
demand  fur  a  f  ;w  days  past.  Mkny  of  our  lead- 
ing houses  hav;  l)een  calling  in  tjieir  loans  prepa- 
ratory to  the  ordinary  payments  ^f  the  first  of  the 
month.  As  soon  as  this  is  ])asied,  money  niuiO. 
become  very  abundant.  The  jpayment  of  the 
numerous  half  yearly  dividends  (must  throw  very 

an  evidence  of 
paid  out  in  the 
slate  that  the  luiuse  of  Winslow, 
Lanier  &  Co.  jilone  pay  out  over}l,000.000  in  divi- 
dends and  inte  -est  on  bonds,  whfch  will  give-  some 
idea  of  the  eatent  of  their  negotiations.  Other 
l»rivate  banking-houses  pay  out  arge  sums  in  the 
same  way. 

The  general  tone  of  the  mark  !t  is  healthy,  al- 
though quiet.  First  class  scent  ities  meet  with  a 
steady  demanc .-  There  is  a  dipfbsition  to  put  off 
the  weaker,  or  those  about  wfai^h  little  is  known, 
till  Fall,  when  a  brisk  demand i^  anticipated, botli 
for  the  Ameri<  an  and  foreign  market. 

The  amount  of  securities  whiijh  will  then  come 
upon  the  mart  et  will  be  very  ladge,  much  greater, 
it  is  believed  ly  many,  than  will  Ifind  an  immediate 
sale.  This  is  likely  to  be  so,  l)ut  it  must  not  be 
inferred  from  ;his  fact  alant  thaj  we  are  overdoing 
the  business  of  railroad  construction,  or  that  the 
securities  offering  are  not  goodi  Many  of  them 
may  be  of  questionable  character,  as  would  be  the 
case  were  the  j  offerings  only  aduarter  tlie  antici- 
pated amoimtj  The  schemes  rww  upon  the  mar- 
ket, including  such  as  will  mak«  their  appearance 
during  the  rext  six  monthsl  will  require  at 
least  $75,000,<  KX).  This  is  a  lai^  sum,  but  there 
is  no  doubt  thpt  three  times  thil  amount  could  be 
well  and  prodtably  expended  In  the  immediate 
construction  or  railroads.  It  isiiot  the  amt/vny  of 
the  expenditu|^  that  is  to  be  fqared,  so  much  as 
whether  our  i  ivestments  shall  l|e  veil  made.  Here 
is  the  point  ol '  danger.  That  w^  are  doing  a  great 
deal  is  no  necessary  proof  that  k-e  are  not  doing  it 
well.  As  bef  )re  stated,  we  colild  profitably  and 
safely  increass  our  investments jin  railroads,  provi- 
ded we  conf  ne  them  to  legitimate  projects. 
Whether  we  thall  be  kept  withfti  the  limit  of  safe- 
ty depend  m;  inly  upon  capitatsts  themselves. 

:onfine  their  opetetious  to  projects 
I  measure    self-stittaining,   and  that 


Should  they 
that   are   in 


have  a  remi  neratiog  busines^  in  prospect,  our 
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whole  system  may  be  maintained  in  a  I  healthy 
condition.  It  is  so  now.  Most  of  our  projects  are 
and  will  be  remunerating,  and  we  see  no  reason  to 
believe  that  public  confidence  ■  can  be  Isensibly 
shaken  in  them.  An  Erie  catastrophe  ts  a  rare 
occurrence.  It  is  only  in  New  York  tnat  roads 
can  be  mangled  with  impunity,  in  the  manner  this 
has  been.  More  than  two  years  ago  we|  warned 
the  public  against  its  management,  and  ph)dicted 
the  reverses  that  have  overtaken  it.  | 

The  following  half-yearly  dividends  for  ^  nly  are 
announced  by  various  companies : — 

percent. 
6 

2)4 
5  * 
4 
5 
4 
6 
4 

3 

4 
3 

3K 

2 

2 

3 

3 

4 

3 

3 

8>^ 

3 

3 

3K 
4  ' 
31^ 
2% 
3 


Madison  and  Indianapolis 

Worcester  and  Nashua «..  . 

'  Toledo,  Norwalk  and  Cleveland 

South  Carolina 

Sixth  Avenue *• .  • 

Ohio  Central •• 

Cleveland,  Peun.  and  Ashtabula 

Erie  and  North-East 

Berkshire 

Boston  and  Lowell 

Boston  and  Maine '.. . 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  Branch 

Cheshire  (preferred) 

Eastern 

Eastern  in  N.  Hampshire 

Fall  River 

Fitchburg 

Lex.  and  W.  Camb.  (preferred) 

Man.  and  Lawrence 

Pittsfield  and  N.  Adams 

Rutland  6  per  cent,  (preferred) 

Stoughton  Branch . 

Taunton  Branch 

Western 

Worcester  and  Nashua 

Providence  and  Worcester 

New  Bedford  and  Taunton < . . 

The  following  is  the  report  of  sales  at  aluction 
by  S.  Draper,  on  Saturday  last : — 

$50,000  Tennessee  Coupon  Fives 901  a  93} 

40,000  Pennsylvania  Coupon  Fives  77. 99J Uz  100 

23^000  Pacific  Mail  Steamship  Stock .1. .  99 

29,000  Portsmouth  and  Concord  railroad,  Ist^ 
Mortgage 72 

2,600  Mansfield  and  Sandusky  R.R.,  10 p.  ctJ.lOO 

3  250  Portland  Township  (Sand'ky  city)  7a . .  99 

10  Shares  Suffolk  Bank 88 

100  Shares  Macon  and  Western  R.R ....  108  J 
26  Shares  American  Express  Co 136 

The  earnings  of  the  Michigan  Southern  and 
Northern    Indiana  railroad    companies  for  May 

were : 

From  passengers  and  mails $83,567  50 

From  freight  and  miscellaneous 61,9-47  93 


Total ♦ $145,505  43 

The  gross  earnings  tor  fivr  months  ending  31st 
May  were  $463,861  27. 

The  earnings  for  eleven  months,  being  from  the 
time  of  opening  the  road  to  Chicago,  have  been 
$968,532  75. 

The  fiscal  year  closes  on  the  30th  June,  in;  taat, 
and,  from  present  indications,  the  total  grosi  ear- 
nings for  the  year  will  exceed  $1,100,000. 

The  offerings  for  Galena  and  Chicago  Inlon 
Railroad  Company  Seven  Per  Cent.  Mortgage 
Bonds  opened  on  the  25th  inst.,  at  the  offi|:e  of 
Wadsworth  &  Sheldon,  amounted  to  $641,000,  at 
prices  ranging  from  92  lo  98*.  No  bids  werj  ac- 
cepted for  less  than  96. 

The  following  are  the  terms  of  the  Consolidation 
of  Interests  between   the   Toledo  and  Jun:tion 

Roads : 
1.  The  parties  agree  to  consolidate,  &c,,  ipon 


the  basis  prescribed  in  the  Charter  of  the  T.  N.  & 
C.  R.  R.  Co. 

2.  The  parties  agree  to  assume  the  line  of  the 
Port  Clinton  Railroad,  and  to  construct  the  line  of 
road  from  Sandusky,  via  Port  Clinton,  Perrys- 
burgh,  and  Maiimce,  to  Swanton,  and  the  connec- 
tion with  the  Michigan  Southern  Railroad. 

3.  The  parties  contemplate  an  extension  from 
Fremont  towards  Fort  Wayne,  or  in  some  other 
western  or  south-western  direction ;  and  they 
thereby  ])romisc  to  undertake  such  extension  as 
early  as  the  interests  *nd  resources  of  the  Compa- 
ny will  admit. 

4.  The  parties  will  unite  with  the  Mad  River  R. 
R.  Co.,  in  establishing  and  maintaining  a  railroad 
connection  between  Sandusky  and  Fremont,  by 
Clyde. 

5.  The  stock  of  the  two  Companies  shall  be 
equalized  before  consolidating,  so  as  to  make  their 
resiKictive  stocks  of  equal  value  ;  and  to  that  end, 
it  is  agreed  that  in  consideration  of  the  smaller 
cost  per  mile,  and  the  present  productiveness  of 
the  T.  N.  &  C.  R.  R.,  there  shall  be  allowed  to 
the  Stockholders  of  said  Railroad,  of  Stock  or 
Bonds,  such  reasonable  allowance  per  mile,  as  wi  1 
carry  out  this  principle  of  cciualization. 

6.  The  Company  agrees  to  establish  and  m<ain- 
tain  Workshops,  both  at  Norwalk  and  Sandusky. 

7.  The  Consolidated  Company  to  assume  and 
guarantee  the  respective  obligations  of  the  Com- 
panies. 

8.  The  Consolidation  to  tak?  place  on  the  1st  of 
Sept.  next,  until  which  time  the  net  earnings  of 
each  are  to  be  regarded  as  the  property  of  such 
Company. 

The  consolidation  will  take  place  upon  the  1st 
of  Sept.  next,  if  the  details  of  the  contract  can 
be  settled.  Until  that  time,  the  Roads  will  be 
managed  as  at  present,  after  which,  or  until  the 
annual  election,  Messrs.  LicnnEr.o,  Lank  and 
BoALT,  will  act  as  an  Executive  Committee,  over 
the  consolidation  interests. 

The  stock  of  the  Toledo,  Norwalk  and  Cleve- 
land R.  R.  has  reached  to  a  high  figure  in  conse- 
quence of  i  ts  extraordinary  rec<;ipts,  and  from  tljp 
favorable  terms  of  Consolidation  with  the  Junc- 
tion road.  It  is  in  demand  at  a  premium  of  50 
per  cent.,  and  cannot  be  had  at  that.  While  its 
stock  is  so  high,  it  is  a  matter  of  some  surjirise  to 
us,  that  its  bonds  which  are  first  mortgage,  of 
which  there  is  only  a  small  issue  should  be  selling 
so  low,  the  last  sales  being  at  about  980  interest, 
while  Michigan  Southern  Bonds,  of  the  same  charac- 
ter, arc  selling  at  from  104  to  105.  There  is  no 
reason  in  which  the  Bonds  of  the  Toledo  should 
command  a  higher  figure  even  than  those  of  the 
Michigan  Southern  as  the  former  are  equally  well 
secured,  and  have  a  longer  time  to  run.  They  are 
undoubtedly  a  choice  investment,  and  must  go  to 
a  premium  as  soon  as  their  real  value  becomes 
known. 


The  Safest  Seatt 

In  these  days  of  collisions,  submersions  and 
derailments  generally,  it  is  worth  one's  while  to 
know  where  he  can  expect  the  greatest  security 
in  a  railroad  train.  We  expect  that  if  any  opinion 
should  be  given  that  the  indicated  car  will  be  at 
once  crowded  beyond  its  capacity,  but  that  re- 
sult had  better  follow  than  that  the  safest  car 
should  go  nearly  or  (juite  empty. 

It  is  very  well  known  that  the  car  nearest  the 
engine  is  exposed  to  the  least  dust,  and  that  the 
rear  car  of  a  train  is  generally  safer  than  the  front 
car.  The  safest  is  probably  tkc  last  car  but  (me,  in 
a  train  of  more  than  two  cars ; — that  is,  there  are 
fewer  chances  of  accidents  to  this  than  any  other. 

If  it  is  a  way  train  at  moderate  speed,  or  any 
traun,  standing  still,  a  collision  is  possible  from  an- 


other train  in  the  rear ;  in  which  case  the  last  car 
receives  the  first  shock.  Again,  an  engine  and  the 
front  cars  of  a  train  will  often  go  over  a  broken 
rail,  or  a  cow,  or  stone,  without  derailment,  while 
the  last  car,  having  nothing  to  draw  it  into 
the  line  of  the  train,  is  free  to  leave  the  track. — 
Next  to  the  forward  car,  the  rear  car  is  probably  the 
most  unsafe  in  the  train.  The  safest  seat  is  prob- 
ably near  the  centre  of  the  last  car  but  one,  and 
in  a  very  long  train,  in  the  centres  of  the  last  two 
or  three  cars  next  to  the  last. 


IVrltlnc. 

A  clear  and  correct  style  of  writing  is  of  the 
greatest  value  to  every  clerk  employed  in  the  of- 
fices of //wWic  corp«ra<w/(s.  Those  who  can  avail 
themselves  of  the  instructiou  of  Mii.  0.  B.  Gold- 
smith, 'J6'J  Broa<lway,  Now  York,  will  find  the  best 
arranged  rooms  and  the  best  facilities  for  improve- 
ment in  the  city. 

His  arrangements  in  this  respect  arc  more  com- 
plete than  are  generally  met  with. 

Nortb    Kastern    Rail   Road* 

The  Directors  of  the  North  Eastern  rail  road 
company,  of  South  Carolina,  have  made  their 
first  annual  report  to  March  1st.  1863,  which  pre- 
senis  the  following  exhibit  of  the  condition  and 
prospects  of  that  work. 

Total  shares    sub.scribed    13.363  at 

$50. $668,150  00 

Of  which,  have  been  paid  in 29,463  00 

Expenses  paid  during  year    ending 

Marchl $  11,493  68 

The  Legislature  have  authorized  a  subscription, 
on  the  part  of  the  State,  of  $220,000,  subject  to 
the  condition  of  an  additional  individual  subscrip- 
tion previous  to  July  1st.  To  secure  this,  from 
$75,000  to  $100,000  are  wanting. 

The  estimated  cost  of  the  road  under  present 
prices  of  materials  is  $1,500,000  ;  or  $14,500  per 
mile. 

The  officers  of  the  present  administration  of  the 
company  are: 

T.  Pinckney  Huger,  President  and  Chief  Engi- 
neer. 

John  Ravenel,  E.  Sebring,  S.  Mowry,  W.  W. 
Martin,  D.  L.  McKay,  and  W.  S.  Boyd,  Directors. 

N.  R.  Middleton,    Treasurer. 

W.  E.  Martin,    Solicitor. 

For  the  Railroad  Jonm&l. 
Clnelnnatl  and  Fort  Wayne  Rall'«va)r> 

At  a  meeting  of  the  board  of  directors  of  this 
company  held  at  the  Bnmet  House  in  Cincinnati, 
on  the  22d  inst. ,  a  large  number  of  proposals  to 
construct  the  road  were  examined.  The  whole 
work,  including  iron,  full  stock  of  rolling  machine- 
ry and  depot  buildings  was  let  to  a  company  of 
very  wealthy  men  in  Ohio,  who  take  one  million  of 
dollars  of  the  stock  of  the  company  on  the  con- 
tract. The  portion  of  the  road  between  Fort 
Wayne  and  Winchester  to  be  ready  for  running  of 
cars  within  one  year,  a  large  force  to  be  placed 
upon  the  work  between  Rossville  and  Oxford  im- 
mediately, and  the  whole  to  be  prosecuted  to  com- 
pletion at  an  early  day.  The  route  of  this  road  is, 
from  Cincinnati  through  Hamilton,  Oxford,  Rich- 
mond and  Winchester,  to  Fort  Wayne,  passing 
through  a  country  unsurpassed  in  fertility  of  soil, 
and  occupies  the  shortest  line  between  its  termini, 
besides  touching  all  the  towns,  and  furnishing  the 
most  direct  route  to  this  city  for  the  business  of 
several  western  roads  with  which  it  intersects. 
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IjOcomotive  Trucks. 

If  there  is  any  one  condition  more  than  anotlier 
which  a  truck  should  fulfill,  it  should  certainly  be 
that  of  allowing  an  easy  accommodation  on  curves. 
The  first  trucks  made,  had  outside  bearings,  and 
the  weightof  the  forward  end  of  the  engines  rested 
uponbroad  flat  seats,  six  feet  apart,  on  eithersideof 
the  truck.  The  rotation  of  the  truck,  when  strik, 
ing  a  curve,  being  under  these  wide  bearings,  caus- 
ed much  friction  between  the  rubbing  surfaces, 
and  tended  to  prevent  the  truck  from  turning  as 
easily  as  it  should,  whereby  there  was  some  dan- 
ger of  derailment.  With  heavier  engines  the  bear- 
ings were  brought  inside,  but  for  the  Erie,  broad 
gauge  these  were  considered  as  too  wide,  and  the 
weight  was  placed  directly  upon  or  around  the 
centre  pintal.  By  bringing  the  resistance  directly 
upon  the  axis  of  revolution,  its  leverage  was  des- 
troyed. 

The  Erie  road  has  eighteen  or  twenty  long  inside 
connected,  ten  wheel  engines,  built  at  Paterson. 
These  had  their  steam  chests  between  the  cylin- 
ders and  had  direct  action  links  to  work  the  valves. 
The  weight  of  the  front  part  of  the  engine  resting 
through  the  steam  chest  joint  upon  the  truck  was 
believed  to  affect  the  permanence  of  the  cylinder 
joints,  and  the  centre  bearings  of  two  or  three  en- 
gines were  changed  to  side  bearings.  The  truck 
spring  was  straddled  by  a  rocker,  such  as  is  used 
by  Hinkley,  and  there  was  a  square  rib  on  the  top 
of  the  rocker,  which  was  enclosed  in  a  groove  of 
corresponding  shape,  on  the  under  side  of  the  en- 
gine frame.  As  this  rib  fitted  with  but  little  side 
play,  the  truck  was  in  fact  confined  so  as  to  pre- 
vent any  rotation,  and  the  engine  became  a  rigid 
carriage  of  twenty-three  feet  in  length  between 
extreme  centres. 

One  of  these  engines,  No,  75,  in  running  around 
the  curve  east  of  the  Neversink  bridge,  one  mile 
from  Port  Jervis,  ran  off  the  track,  and  after  run- 
ning a  few  rods  on  the  bridge,  went  over  between 
thirty  and  forty  feet  and  struck,  bottom  side  up 
upon  the  ground  below.  Two  men  were  killed, 
and  one,  the  engineer,  saved  himself  by  jumphig 
25  feet.  The  point  at  which  the  engine  left  the 
track,  was  just  at  the  end  of  a  curve  of  some  1000 
feet  radius,  and  was  up  grade  in  the  direction  of 
the  progress  of  the  engine.  The  engine  was  not 
probably  going  very  fast  as  the  grade  was  up,  the 
train  was  heavy,  and  there  was  also  another  train 
just  ahead.  The  engine  went  over  from  the  bridge 
on  the  side  corresponding  with  the  outer  rail  of  the 
curve  just  past ;  two  or  three  cars  also  went  over, 
but  on  the  opposite  side  of  the  bridge,  and  three 
or  four  cars  which  were  off"  the  rails,  bat  which 
stopped"  on  the  bridge,  st«od  also  on  the  inner  side 
of  the  curve. 

We  see  no  necessity  for  making  any  projection 
upon  the  upper  side  of  a  spring  rocker,  as  the 
spring  is  amply  confined  without  it. 

In  speaking  of  this  accident,  it  might  be  as  well 
to  say  that  had  a  square  timber  been  bolted  on 
each  side  of  the  bridge,  the  train  would  not  have 
gone  over  upon  the  ground.  There  was  only  a 
light  railing  upon  this  bridge. 

The  truck  must  "track"  rightly,  that  is  its  long- 
itudinal axis  must  lie  directly  under  the  longitu- 
dinal axis  of  the  engine.  The  inner  hubs  of  the 
wheels  may  not  be  squared  up  of  the  same  length, 
and  should  therefore  be  measured  after  drawing 
on,  by  which  the  position  of  the  bearings  if  equi- 


distant from  the  centre,  will  be  known.  Adjusta- 
ble centre  plates  are  generally  found  to  give  trou- 
ble, and  thi'  best  plan  is  probably  to  use  care  in 
measuring  for  the  centre  at  the  first.  If  a  truck 
or  a  pair  of  drivers  do  not  track  right,  the  flange 
of  one  or  the  other  wheel  will  be  worn  thin,  and 
the  engine  will  have  a  tendency  to  leave  the  rails. 
A  truck  running  forward  much  of  the  time,  will 
work  best  if  tlie  centre  is  carried /or  frarti  of  the 
true  centre  of  the  truck,  so  that  the  forward 
wheels  shall  control  the  rear  wheels.  The  distance 
forward  need  not  exceed  one-half  or  three-fourths 
of  an  inch.  A  truck  is  usually  made  of  equal-sized 
wheels,  but  this  is  not  essential.  i 

Rogers  has  used  one  pair  of  33  inch,  and  one 
pair  of  36  inch  wheels  in  the  same  truck  frame. 
The  allow?  iicc  for  lateral  play  between  the  flang- 
es and  rails  is  from  five-eighths  to  three-fourths  of 
an  inch  on  nearly  all  flanged  wheels,  while  a  little 
play  is  sometimes  allowed  in  the  boxes  of  the 
journals.  j 

Trial  of  I<ocomotiYes. 

We  find  in  the  Tribinu  of  Sdturdxy,  June  18th, 
an  account  of  a  trial  made  recently  with  two  of 
the  New  York  and  Erie  engines,  upon  the  Susque- 
hanna division  of  that  road.  The  engines  were  as 
follows : 

No.  86.  17  in.  cylinder,  20  in.  stroke,  6  feet 
drivers,  six  connected  drivers  and  truck ;  built  by 
Rogers,  Ketchum,  and  Grosvenor  ;  weight  65,175 
lbs.;  weight  on  drivers  47,(X]J0  pounds. 

No.  117.  18  inch  cylinder,  20  inch  stroke,  five 
feet  drivers,  four  connected  drivers  and  truck; 
built  at  the  Taunton  Locomotive  Manufacturing 
Company's  Works ;  weight  60,344  lbs.,  of  which 

40.000  lbs.  were  on  drivers. 

The  train  was  of  76  eight  wheeled  cars,  75  of 
which  were  loaded  with  lumber,  containing  over 
660,000  feet.  Length  of  train,  2,003  feet ;  whole 
weight  of  cars  and  load,  1 169  tons  544  lbs.  Date 
of  experiment,  June  14th.  No.  117,  with  this  load 
from  Corning  to  Eimira,  17,61  miles,  was  in  mo- 
tion 1  hour  21  min.    From  Waverly  to  Owego, 

19.1  miles,  two  hours  24  min. 

No.  86  with  the  same  load,  from  Eimira  to  Wa- 
verly, 17.48  miles,  1  hour  3  minutes  forty- two 
seconds. 

June  15th,  engine  86,  with  above  train,  started 
1500  feet  from  a  curve  of  600  feet  radius  which 
was  up  grade  10  feet  per  mile.  When  the  engine 
reached  the  curve.  64  revolutions  per  minute  were 
made,  curve  900  feet  long,  time  of  passing  through 
curve,  1  min.  1  sec.  1 

Engine  117,  with  same  load  at  same  place  : — 
when  engine  reached  curve  the  speed  was  65  rev- 
olutions per  minute  ;  time  through  the  curve,  (900 
feet,).  58  seconds. 

Third  E.r]>crimenf,  made  June  i5th,  1853,  at 
Owego.  Same  train  as  above  with  the  addition  of 
43  four  wheel  cars,  loaded  with  coal.  Whole 
weight  of  cars,  load,  engine  and  t«'nder — No.  117 — 
1571  tons,  540  lbs.  After  deducting  cars,  engine 
and  tender,  the  load  was  1028  tons ;  length  of 
train  2616  feet.  1  ,' 

No.  117,  after  running  700  feet  entered  upon  and 
completed  one  mile  in  5  minutes,  second  mile  in 
6  minutes  9  seconds  ;  whole  distance  being  of  6 
feet  grade  per  mile.  Train  stopped  upon  two 
curves  with  an  intervening  tangent  of  400  feet  in 
length.  On  starting,  and  after  running  one  min- 
ute, the  speed  was  four  miles  per  hour,  at  the  end 
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of  the   second  njinute  five  and  a:  half  miles  per 
hour.  \  J 

Returned  witi  No.  86.  First  in|le  in  four  min- 
utes forty  secon  is ;  second  mile  5|  minutes  25  sec- 
onds. 

Fonrth  Exjierimenf,  June  16th.  Engine  86,  with 
76  cars  named  i  i  first  experiment  j  and  also  seven- 
ty-two four  whtcl  cars  loaded  wit$ coal,  or  a  gross 
weight  of  train  ind  engine  of  182-1  Urns  540  lbs.,  or 
a  load  after  deducting  engine,  tenner  and  cars,  of 
1193  tons  746  tj>ns.  First  2000  Met  run  in  6  min- 
utes 35  secondsj,  and  the  next  mjle  in  7  minutes 
.55  seconds.  Eiigine  117  on  retiMTiing  with  same 
load,  ran  the  first  1500  feet  in  sl  minutes  55  sec- 
onds, next  mile  in  6  minutes  23!  seconds,  second 
mile  in  six  minutes  12  seconds,  i  Hauled  train  a- 
round  2  V^j  degijee  curve  at  <^>wegi.  I 
It  was  stalec(  that  the  trials  x^orc  made  with  a 
view  of  testingj  the  capacity  of  I  he  road.  If  this 
had  been  the  opjt'Ct,  engines  57  88  or  89;  would 
have  been  the  proper  subjects  fo  trial.  The  rela- 
tive tractive  power  derived  from  isteam  in  cylinder 
with  a  pressur*  of  100  lbs  per  sq|aare  inch  on  pis- 
ton, is  as  follow  ?s  for  each  of  the  bngines : 
No.  86 — Rogei  *i,  Ketchum  and!  Grosve- 
nor   j 9633  lbs. 

No.  117 — Taunton  Locomotive  tfanufac- 
turingCo..L 10800   " 


tons. 
« 


No.  57— M.  W.  Baldwin 17112 

No.  88— Ross  (Winans • .  18470 

The  weight  of  the  engines  is  ;  s  follows ; 

No.     86  10  wl  leels.  six  connectc  1 32  Ki 

No.  117    8        "   four        "         30  " 

No.    67     8        "  aU  "         37      "■ 

No.    88    8        "  "  "         28      " 

of  2,000  lbs.  |ach. 

If  the  objet  t  was  to  test  the  power  of  the  two 
engines,  80  aiid  117,  we  do  not  I  regard  the  trial  as 
fair,  since  tha  same  train  was  n^t  hauled  the  same 
way  over  the  j  same  road,  except  ui)on  the  curve  in 
the  second  ejiperiment.  Engin^  117  was  designed 
for  greater  poiwer  than  86,  in  th^  ratioof  1  1-8  to  1 . 
The  engine  1|7,  besides  having  18  inch  cylinder, 
had  a  separate  cut  off  valve,  8$7  2-10  square  feet 
of  tube  surfa^,  90  square  feet  i)f  fire-box  surface, 
and  16  1-6  square  feet  of  gratoi 

Engine  86  ihad  a  hnk  motiooj;  923  3-10  square 
feet  of  tube  i  surface,  67  57-100  square  feet  of  fire 
box  surface,  ptnd  13  3-10  square  feet  of  grate.  The 
extra  weight  of  the  No.  86  wafe  not  the  weight  of 
any  parts  necessary  to  increase  the  tractive  pow- 
er ;  it  was  nierely  the  weight  <if  an  additional  pair 
of  wheels,  a|:les,  springs,  boj^es,  crank  pins  and 
connecting  rt>ds,  which  could  jjust  as  well  have 
been  taken  from  the  engin^,  except  for  the 
fact  that  they  distributed  ttie  ^weight  upon  more 
points  and  wjth  less  injury  to  the  track.  The  sim- 
ple fact  of  ^ater  adhesion  c^uld  not  benefit  the 
No.  86,  sincd  the  No.  117  muti  have  had  svfficient 
adhesion  foi*  her  cylinder  c4pacity,  which  was 
greater  than  that  of  the  86.  |lad  there  been  any 
want  of  adhesion  the  117  wouH  have  been  delayed 
by  slipping  ihe  drivers.  j 

The  presslire  in  the  boiler  sboold  always  be  n'o- 
ted  in  any  trials  of  locomotives,  since  the  element 
of  tractive  fbrce,  or  steam  pressure  is  the  basis  of 
the  whole  expression  of  the  iH)werof  a  locomotive. 
The  adoptidn  of  weight  in  Uiq  estimation  of  prac- 
tical perfonuance  cannot  lefid  to  any  correct  or 
satisfactory!  result,  and  for  t|ii8  reason  should  be 
rejected  in  ihe  outset,  except  iso  far  as  to  see  that 
it  is  not  inf«i-ior,  (a  rare  case)!  to  the  tractive  pres- 
sure.   Thisi  introduction  of  an  irrelative  element 
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at  the  Luwell  trial  iu  1861  led  to  some  dQ|ubtful  re- 
sults, i 

This  trial,  taken  apon  the  whole,  can  brove  no- 
thing of  importance.  The  capacity  of  ttie  road  to 
carry  unnecessarily  large  loads  may  exceed  that 
of  narrow  roads,  provided  the  resistance^  are  less, 
which  is  not  believed  to  be  the  case.  Toe  power 
of  the  engines  is  by  no  means  as  great  ai  of  some 
which  are  in  use  on  narrow  roads ;  the  piarticular 
engines  tried  not  having  half,  or  much  n|ore  than 
half  the  tractive  power  of  engines  now  rdnning  on 
the  Baltimore  and  Ohio  road.  We  do  ndt  believe 
there  is  one  engine  upon  the  Erie  road,  leaving  out 
Winans',  which  can  draw  504  tons  two  and  a-half 
miles,  up  a  grade  of  82  feet  per  mile,  at  a  speed  of 


See 


Railroad 


Journal  of 


10)^  miles  per  hour 
June  18,  p.  391. 

We  will  conclude  by  quoting  from  the  ^adlroad 
Journal  of  Sept.  11, 1862,  p.  678. 


A    LARGE  TRAIN. 


J 


The  Schuylkill  Haven  Miscellany  mentions  a 
train  of  211  Zoorfcrf  cars,  brought  over  tfce  Mine 
Hill  and  Schuylkill  Haven  railroad,  some  c  ays  ago 
by  the  locomotive  No.  10.  The  coal  weig  led  976 
1-20  tons,  this  added  to  the  weight  of  cars — 615 
8-20  tons — makes  A  total  weight  of  1490  9  20  tons 
at  one  draught ;  the  heaviest  ever  hauled  <  iver  the 
road. 

The  tons  in  the  coal  trade  are  of  2240 lbs.  which 
makes  1490  9-20  erjual  to  upwards  of  16  59  tons 


of  two  thousand  pounds, — 2,000  lbs. 


beiag 


the 


standard  of  a  ton  adopted  by  most  other  rcjads 
Journal  of  Railroad  ti«Mr. 

INJUNCTIONS  AGAINST  RAILROADS. 

He  who  would  define  the  limits  of  the  power  of 
Courts  of  Chancery  in  regard  to  issuing  in  ju  ictions 
will  find  them  wrapt  in  such  "  glorious  uncertain- 
ty" as  to  recall  the  oft-quoted  lines  of  the  poet  in 
regard  to  the  locality  of  the  North. 
•'  Where  is  the  North  1  At  York,  'tis  on  the  Tweed 

and  there 
At  Nova  Zembla, — or  the  Lord  kpows  wheie." 

In  truth,  the  most  learned  jurists  have  confassed 
that  the  equity  power  of  issuing  injunctions  is  one 
which  cannot  be  accurately  defined — inasmuch  as 
it  must  be  modified  by  exigencies  which  iti  is  im- 
possible to  foresee. 

The  two  following  important  cases,  however, 
serve  to  illustrate  the  principles  by  which  Courts 
are  guided  in  relation  to  this  subject. 

The  decision  first  cited  is  that  of  Judge  Morris, 
of  the  7th  Judicial  Circuit  of  Illinois.  j 

COOK  COUNTY    CIRCUIT    COURT. 

Northern  Indiana  and  Chicago  Railroad  Company 
vs.  The  lUinois  Central  Railroad  Company. 

This  cause  comes  before  me  on  bill  of  complaint, 
answer,  and  affidavit,  on  both  sides,  and  a  motion 
is  now  made  for  an  injunction  against  the  defend- 
ants to  restrain  them  from  running  their  caps,  or 
permitting  any  other  company  to  run  cars  across 
the  complainant's  railroad,  founded  upon  this  state 
of  facts,  to  wit:  That  the  complainant  constr  icted 
its  road,  and  thereafter  the  defendants  located 
and  constructed  their  track,  running  it  acrosn  that 
of  the  complainant's  on  the  same  level,  cuttirg  the 
complainant's  track  and  putting  down  the  sc -call- 
ed crossing  frogs  without  the  assent  of  the  com- 
plainants and  against  its  repeated  protest. 

In  the  defendant's  charter  (11th  section,)  it  is 

-  declared,  that  if  the  parties  cannot  agree  upon  the 

amount  of  damage  for  the  right  of  way  a  cross 


such  track,  and  the  points  and  manner  of  crossing, 
the  same  shall  be  submitted  to  three  commission- 
ers— one  to  be  chosen  by  each  party,  and  the  two 
to  select  the  third ;  and  if  they  cannot  agree  upon 
such  third  man,  then  the  Judge  of  the  District 
Court  of  the  United  States  for  this  District  shall 
select  the  same — the  decision  of  this  Board  to  be 
final.  The  complaanants  otfered  to  negotiate  with 
the  defendants  and  settle  said  matter,  or  select 
commissioners  in  pursuance  of  the  section  of  law 
aforesaid,  which  proposition  the  defendants  refus- 
ed, and  took  forcible  possession  and  constructed 
their  track  across  the  complainant's  track  as  afore- 
said. ^ 

The  bill  alleges  that  complainant  became  a  bo- 
dy corporate  prior  to  the  2d  December,  1850,  in 
the  manner  prescribed  by  the  act  for  a  general 
system  of  Railroad  Incorporations,  approved  6th 
November,  1849,  setting  out  the  facts  which  made 
the  complainant  a  corporation. 

His  Honor  then  proceeded  to  argue  the  question 
raised  by  defendants  as  to  whether  or  not  the 
plaintifls  were  a  duly  organized  Corporation,  and 
duly  authorized  to  purchase  lands. 

Deciding  these  points  affirmatively,  he  proceed- 
ed as  follows : 

But  again,  the  law  is  well  settled  that  if  there 
has  been  user  of  a  corporate  franchise,  by  an  as- 
sociation of  persons,  their  existence  ;is  a  corpora- 
tion can  only  be  inquired  into  by  direct  proceed- 
ings on  behalf  of  the  State,  and  I  so  stated  the 
law  to  be  when  the  question  w.is  raised  by  the 
answer  and  argument.  On  this  point  see  Saund. 
N.Y.R.  626 ;  6  Irad.  N.  C.  R.  476  ;  8  Mass.  R.  151 ; 
10  Ala.  R.  82. 

Again,  the  defendants  insist  no  injunction  can 
properly  be  granted  in  this  case  till  the  plaintiff 
first  establish  its  right  or  title  at  law. 

I  admit  that  such  is  the  rule  laid  down  in  many 
cases,  and  in  many  cases  it  is  not  only  proper  but 
absolutely  necessary.  But  this  rule  like  all  others, 
has  its  exceptions,  as  I  will  sliow  presently.  Jus- 
tice Story,  in  his  2d  vol.  Equity  Juris.  <)  959,  b., 
says :  "  It  may  be  remarked  in  conclusion  upon 
the  subject  of  special  injunctions,  that  Courts  of 
Equity  constantly  decline  to  lay  down  any  rule 
which  shall  limit  their  power  and  discretion  as  to 
the  particular  cases  in  which  such  injunctions 
shall  be  granted  or  not:  and  there  is  wisdom  in 
this  course,  for  it  is  impossible  to  forsee  all  the  ex- 
igencies of  society  which  may  require  their  aid 
and  assistance  to  protect  rigiit,  or  redress  wrong." 

It  is,  says  he, ''  mainly  indispensable  for  the  pur- 
poses of  social  justice  in  a  great  variety  of  cases, 
and  therefore  should  be  fostered  and  upheld  by  a 
steady  confidence." 

1  mention  this  authority  merely  to  show  the 
rules  when  no  other  appropriate  remedy  existed 
to  protect  a  right  or  redress  wrong. 

But  in  the  case  in  6  V'esey  Jr.  706-7,  Lord  El- 
den  examined  this  very  question,  and  shows  many 
cases  of  exception  to  the  rule  that  you  must  pro- 
ceed at  law  in  doubtful  titles  even. 

Injunction  was  granted  to  a  party  in  possession 
under  color  of  title.  In  another,  where  the  title 
was  so  doubtful  that  the  judge  differed  in  opinion 
as  to  who  had  the  title. 

This  authority  is  directly  in  point.  The  plain- 
tiff here  was  in  possession,  not  only  claiming  title, 
but  in  fact  had  the  indisputable  right  to  the  pos- 
session. He  had  tlie  possession,  and  the  right  of 
possession,  and  the  right  of  property — a  complete 
title. 

6  Paige  88 — the  case  of  the  Mohawk  Railroad 
Company  vs.  Archer,  is  another  case  directly  in 
point  of  the  jurisdiction  and  riglit  of  issuing  the 
injunction  in  this  case,  where  it  is  said  that  "  this 
Court  has  an  undoubted  jurisdictitm  to  interfere 
by  injunction  where  public  officers  are  i)roceeding 
illegally  and  improperly  under  a  cl.iini  of  tight,  or 
where  the  exercise  of  sutii  a  jurisdiction  is  neces- 


sary to  prevent  a  multiplicity  of  suits  at  law." 
Again,  "  the  prediction,  as  the  act  complained  of 
is  not  a  mere  trespass,  but  an  attempt  to  exercise 
a  continued  right  of  passing  across  and  through 
the  plaintiff's  property. ' 

This  is  the  precise  statement  of  the  case  now 
before  me.  Here  I  might  stop  on  this  point  of  the 
case,  but  I  have  a  few  more  cases  to  the  same 
point. 

3d  Railway  cases,  356 — North  Union  Railroad 
Co.  vs.  the  Poulton  and  P.  Railway  Co.  It  is  said, 
"  but  it  is  now  clearly  settled,  that  in  cases  of  tre.s- 
pass  under  color  of  title,  when  the  mischief  appre- 
hended is  irreparable,  the  jurisdiction  of  the  Court 
exists  ;"  and  I  incline  strongly  to  the  opinion  that 
whether  the  mischief  be  irrej)arable  or  not,  this 
Court  ought  by  decree  at  least,  if  not  upon  mo- 
tion, to  ex  tend  and  apply  the  jurisdiction  of  pre- 
ventive justice  to  all  cases  of  trespass  in  which 
(by  analogy  to  cases  of  .specific  performance)  dam- 
ages would  be  an  inadequate  and  uncertain  reme- 
dy, and  the  protection  of  a  right  in  sjKJcie,  the 
only  mode  of  doing  complete  justice  between  the 
parties.  Tnis  is  the  case  here.  The  defendants 
by  argument  say  they  entered  luider  color  of  title 
by  a  deed  from  the  same  grantors  who  first  con- 
veyed to  Mr.  Judd  the  right  of  way.  Does  any 
one  doubt  that  time  is  of  the  utmost  importance  to 
Railroad  Companies — that  the  complainants  have 
to  slacken  their  spee<l  in  approaching  the  crossing 
in  question  some  twenty  times  a  day  and  some- 
times come  to  a  full  stop  to  get  by  safely.  That 
this  state  of  facts  is  to  grow  worse  by  reason  of 
additional  trains  that  the  defendants  are  to  put 
on,  that  dollars  and  cents  can  pay  for  the  loss  of 
time,  the  dread  and  fear  of  collision  in  approach- 
ing the  crossing,  the  anxiety  of  the  owners  of  this 
property,  the  trouble,  the  vexation,  the  danger  of 
life,  limb,  and  destruction  of  property,  all  at  stake 
upon  the  caprice,  whim,  or  malice  of  the  Engineers 
or  Conductors  of  the  trains  running  with  feelings 
of  hostile  opposition  to  each  other,  trying  to  see 
which  shall  get  by  first — what  damiiges  can  be 
given  in  such  a  case  to  be  called  ade(}uate  or  com- 
mensurate with  the  injury  complained  of.  Eigh- 
teen souls  have  been  hurried  from  this  world  be- 
fore their  God  by  reason  of  this  trespass  and  un- 
lawful appropriation  of  property;  and  it  is  said 
damages  can  be  given  commensurate  with  the  in- 
jury under  the  plausible  excuse  that  it  was  the 
result  of  negligence. 

There  is  no  action  at  law  that  can  reach  the 
damages  or  prevent  the  mischiefs  of  the  defend- 
ants passing  twenty  times  or  more  each  day 
through  and  over  the  complainant's  fixtures  to 
the  permanent  and  continued  injunj  of  the  com- 
plainant who  it  is  in  every  sense  of  the  term  without 
adequate  relief  except  by  the  application  of  the 
remedial  power  of  the  writ  of  injunction.  [See  1 
Vesey  188  ;  2d  Doav,  619 ;  1  Baldwin,  226,  238 
and  230. 

These  show,  clearly  that  it  is  the  duty  of  the 
Court  to  restrain  Corporations  and  keep  them 
within  their  powers. 

The  General  Rahroad  Act  of  this  State,  and  the 
11th  section  of  defendants'  own  charter,  directs 
what  they  shall  do  in  order  to  cross  another  rail- 
road track.  This  the  defendants  refused  to  do — 
but  have  entered  by  force,  and  wantonly,  willfully 
and  deliberately  taken  posession  of  the  complain- 
ant's property,  in  direct  violation  of  their  charter. 

But  again  the  defendants  object  to  the  proceed- 
ing, because  they  say  that  the  complainant  has  a 
complete  remedy  at  law,  1st,  by  mandamus  ; 
2d,  by  action  of  ejectment;  3d,  by  action  on  the 
case  ;  and  4th,  by  action  of  trespass — q.  f 

Now  it  is  well  settled  that  the  proceedings  hy 
mandamus  only  lay  when  the  party  was  without 
any  other  remedy.  For  it  is  said  that  courts  will 
not  exercise  that  extraordinary  remedy  in  any 
case  where  there  is  any  specific  remedy,  adequate 
to  enforce  the  right.  So  if  it  be  true  as  urged  by 
the  defendants,  that  the  complainant  hath  three 
other  remedies  at  law,  then  the  complainant  hath 
not  that  by  mandamus.  Yet  all  these  actions 
named  yield  limited  and  partial  relief  only,  and 
fall  far  short  of  giving  to  the  complainant  suffici- 
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cient  and  adequate  relief  in  the  premises,  and  arc 
wholly  insufficient  fur  the  ends  of  justice. 

Defendants  also  object  that  the  complainants 
have  never  ollered  to  negotiate  with  them  touching 
the  crossing.  This  may  or  may  not  be  true — let 
us  see.  John  B.  Jervis,  the  Chief  Engineer  of 
the  complainants,  in  his  letter  to  Col.  Mason,  the 
Chief  Engineer  of  the  defendants,  mider  date  of 
April  12,  1852,  nearly  one  month  before  the  com- 
mitting the  trespass,  alleged  that  he  Mr.  Jarvis, 
would  "  be  happy  to  interchange  views  and  enter 
into  any  negotiations  that  are  proper  to  put  this 
planof  crossing  on  a  satisfactory  and  fair  basis. 
In  the  maintime  William  Jervis  (Resident  Engi- 
neer) will  confer  with  you  as  to  tne  plan  and  mode 
of  crossing." 

But  again  the  complainant,  by  Resolutions  of 
its  boarp,  declared  their  willingness  to  negotiate 
with  the  deleudants,  and  forbid  them  to  cross  its 
track  until  it  was  settled  by  argument,  or  accord- 
ing to  the  manner  prescribed  by  the  defendant's 
charter,  or  the  general  laws  of  Illinois. 

The  defendants  say  they  will  sutler  much  great- 
er loss  by  the  issuing  of  the  injunction,  than  that 
which  the  complainant  has  or  can  suffer  ;  that  it 
will  stop  their  works  for  six  months  at  a  loss  of 
more  than  $600  a  day,  deprive  them  of  large  rents, 
&c.,  derived  from  the  Michigan  Central  road,  and 
that  Courts  of  Eqaity  will  not  grant  injunctions 
in  such  cases. 

In  the  caseof  Greenholghvs.  the  Manchester,  &c. 
1  R.  R.  cases  118,  in  reply  to  such  arguments 
the  Chancellor  Stiys,  "  thre  however  is  no  answer, 
and  those  companies  should  be  aware  that  there  is 
not,  if  there  be  a  clear  case  against  them.  ' 

The  defendants  say  that  the  complainant  has 
laid  by  a  year  without  taking  steps  to  stop  them, 
and  therefore  ought  to  issue. 

This  and  the  proceding  objection  might  be  and 
are  good  reasons  for  the  withholding  of  the  in 
junction,  if  the  defendants  or  their  attorneys  will 
stipulate  that  they  will,  without  unnecesary  de- 
lay, settle  the  matter  with  the  complainant  by  ag- 
reement, or  by  selecting  commissioners  in  pursu- 
ance of  the  11th  section  of  defendants  charter  to 
determine  the  compensation  to  the  plaintift',  and 
the  point  and  maimer  of  crossing  the  complainants' 
track,  and  in  the  meantime  to  give  the  complain- 
ant the  full  use  of  its  track,  the  defendants  to  keep 
their  trains  out  of  the  way,  or  something  to  that 
etlect,  until  these  matters  are  settled  as  pointed 
out  by  the  defendants'  charter.  It  is  clear  that 
the  complainant  is  without  any  safe  and  adequate 
remctly  in  the  premises,  unless  it  is  done  in  the 
case  before  me  by  injunction. 

The  defendanl's  solicitors  having  produced  to 
me  the  stimulations  herein  annexed,  which  being 
satisfactory,  the  motion  for  an  injunction  is  taken 
under  advisement. 

COOK    COUNTY    CIRCUIT  COURT. 

Norlkern  Indiana  and  Chicago  Railroad  Compady 

vs.     Illinois     Central    Railroad    Company — in 

Chancery. 

The  motion  for  an  injunction  in  the  above  en- 
titled cause  having  been  heard  by  Hon.  B.  S. 
Morris,  Judge  of  the  Seventh  Judicial  Circuit,  at 
the  suggestion  of  the  Court,  the  proceedings  in 
said  cause  are  suspended  until  the  further  order  of 
said  Judge,  upon  the  defendants  entering  into  the 
following  stipulations  : 

1st.  That  said  defendants  will  forthwith  and 
without  unnecessary  delay,  take  all  such  lawful 
proceedings  as  may  be  necessary  to  ascertain  the 
compensation  to  be  made  to  such  complainants, 
and  the  points  and  manner  in  which  said  defend- 
ants shall  be  allowed  to  cross  the  track  of  the 
said  complainants  at  the  point  named  in  the  bill  of 
complaint  filed  herein,  in  pursuance  of  section 
eleven  of  the  act  incorporating  said  defendants  ; 
and  without  delay  prosecute  such  proceedings  to 
a  final  conclusion  according  to  the  provisions  of 
said  act  |  and  that  upon  the  deteamination  of  the 
said  commissioners,  the  said  defendants  will  forth- 
with and  without  imnecessary  delay  comply  with 
any  lawful  decision  and  award  of  said  commission- 
ers. 

2d.  That  until  such  final  determination,  or  the 


further  order  of  said  Judge,  trains  of  cars  passing 
both  ways  upon  the  road  of  the'  said  defendant 
shall  keep  out  of  the  way  of  trains  passing  upon 
the  Northern  Indiana  and  Chargo  Railroad,  at  the 
crossing  mentioned  in  the  bill,  so  that  the  trains 
passing  upon  the  Northern  Indiana  and  Chicargo 
Railroad  shall  at  all  times  have  the  road  and  the 
precedence  in  crossing,  which  is  to  be  exercised 
without  any  unrca.sonable  delay,  and  that  each 
train  passing  upon  the  Illinois  Central  Road  shall 
come  in  full  stop  at  said  crossing,  and  send  the 
conductor  or  fireman  on  the  track,  so  as  to  see 
that  the  same  is  clear  before  proceeding.  This 
rcgiilation  to  be  in  force  on  and  after  the  2oth  day 
of  June,  A.  1>.    1853. 

All  of  which  said  the  defendants  hereby  stipu- 
late to  do  and  perform.  Dated  this  18th  of  June, 
A-JD.  1853. 

M.  BRAYMAN,  Solicitor  Illonois  Central 
Railroad  Co. 

Blackwell  &  Ceclwith,  of  Consul.  ^ 

Explosions* 

One  of  the  largest  boilers  on  the  Erie  road  has 
recently  exjjloded.  We  are  not  aware  that  any 
cause  has  been  publicly  given  as  the  one  leading 
to  the  explosion.  It  is  a  doubt  in  the  minds  of 
most  engineers  if  a  boiler  ever  explodes  in  con- 
sequence of  a  steady  or  an  uniformly  increasing 
pressure.  It  is  always  referred  to  the  over  heat- 
ing of  some  part  of  the  boiler,  and  the  sudden  in- 
jection of  cold  water  thereon.  The  question  is, 
what  result  is  produced  by  the  water?  Is  it  in- 
stantly converted  into  steam  of  great  pressure  7 
Will  it  at  first  Uikc;  the  spheroidal  form  and  lie 
quiescent  upon  the  furnace,  or  flues,  and  not  be 
converted  into  steam  until  more  water  has  been 
received,  the  temperature  of  the  plates  lowered, 
and  until  the  consequent  formation  of  steam  has 
become  instantaneous  and  overwhelming;  or  is  the 
WAter  decomposed  upon  the  plates,  and  the  gases 
liberated  and  exploded  by  heat  or  electricity  1 
These  may  form  subjects  for  ingenious  discussion, 
but  whatever  theory  is  advanced  it  must  be  based 
upon  the  facts  of  overheating  the  iron  in  the  first 
place,  and  therefore  to  not  heat  the  iron  will  pre- 
vent explosions.  Some  marine  boilers  have  such 
a  form  that  the  steam  cannot  rise  from  all  the 
parts  and  give  the  water  a  chance  for  free  access 
thereto,  consequently  a  plate  may  be  overheated, 
So  the  detachment  of  scale  may  let  the  water 
suddenly  upon  an  overheated  plate.  Bat  these 
cases  are  not  at  all  common  to  locomotive  boilers 
as  the  form  of  locomotive  boilers  allows  free  dis- 
charge of  steam  from  the  heating  surfaces  and 
free  access  of  water.  j 

So  whatever  may  be  the  chemical  process  of 
generation,  decomposition,  or  whatever  tibeorii 
may  be  formed,  it  is  true  that  a  want  of  water  is 
the  first  cause  of  explosions,  and  this  is  a  mere, 
practical  deficiency  which  can  at  any  time  (before 
overheating)  be  corrected.  It  is  known  that 
when  an  engine  is  working,  the  true  level  of  the 
water  is  not  known  by  the  gauge  cocks  and  thfs 
was  especially  true  in  the  case  of  the  "No  58,"' 
(the  one  which  exploded)  as  this  had  a  dome  boil- 
er, and  took  its  steam  from  directly  over  the  fire- 
box. Another  point  was  that  the  engine  was  just 
setting  out  upon  a  heavy  grade  and  that  the 
engineer  would  naturally  wish  to  piunp  as  little 
water  as  possible  into  the  boiler.  It  is  impossible 
now  to  know  what  amount  of  water  was  in  the 
boiler,  but  the  inference  is  that  at  the  moment  of 
the  explosion  there  was  a  deficiency.  Had  the 
water,  when  the  engine  was  standing,  been  a  little 
below  tiio  crowa  sheet  of  Uie  furnacei  theputting  of 


the  engine  in  molidu 
sheet ;  so  too,if  th  s 
sheet  after  startin,  ^ 
reaching  the  gradi 
believed  to  tend  t* 
the  fusible  filling  <  tf 
or  filled  with  sediiaent 
long  use. 


would  throw  the  Iwaterorer  the 

water  was  just  bellow  the  crown 

it  would  have  covered  it  on 

The  use  of  a  s^ety  plug  is 

prevent  explofei^ns,  although 

the  plug  may  bicorae  porous 

or  infusible  ieposits,  afWr 


Br« w  Orleans,  .  racks«n  and  C^i  Korthern 
Railroad  Compauyt 

The  first  annual  report  of  this  company, present- 
ed May  5,  1853,  aives  the  following  exhibit  of  its 
condition  and  prospects. 

The  charter  of  tiie  company,  J4)pn|ved22d  April, 
1853,  and  granted)  by  the  legislatui-^  under  the  a- 
mended  constitution  of  thesUteof  liouisiana,  fixes 
its  capiUl  at  S8,0^,000,  with  exemption  from  tax- 
ation, perpetual  Existence,  and  otJker  important 
and  liberal  privileres.  .j 

The  available  ainount  of  city  anq  county  sub- 
scriptions reach  jj«;^,250,000,  besides  ^  subscription 
on  the  part  of  the  Istate  of  Sl,600,00f,  making  the 
toUl  subscribed  stock  $4,860,000.    j . 

Ten  squares  ^)f  ground  havi  been  pur- 
chased for  the  sitd  of  the  main  depot  in  New  Orle- 
iins.     The  price  piid  is  a  little  less  ihan  $59,000. 

The  Canton  and  Jackson,  and  theCanton,  Aber- 
deen and  Tuscuml^ia  railroads,  haveby  acts  of  the 
legislature  of  the  s^te  of  Mississippi  been  transfer- 
red to  this  compaijy,  which  acts  havje  received  the 
concurrence  of  the  stockholders  of  l^ose  roads. 

The  city  subseijiption  of  $2,000,(|00  by  a  real 
estate  tax  of  une-h|alf  of  one  per  cent  per  aanum, 
for  six  years,  has  t>een  anticipated  »y  the  direct- 
ors, by  an  issue  of  $1,800,000  of  bi)nd8,  bearing 
interest  at  8  per  c«|nt,  the  payment  pf  which  has 
been  pledged  upoi^  the  collection  of  ithe  city  sub- 
scription, j  j 
i  The  charter,  bes^es  fixing  the capijtal at $8,000,- 
000,  authorizes  th^  directors  to  borriw  a  like  sum 
on  mortgage  of  the  property  of  the  <|ompany,  and 
to  provide  for  concerting  bonds  into  j  stock  in  rive 
years.                       j 

The  president  ofj the  board  recommends  the  issue 
of  six  million  dollars  of  bonds,  payable  30  years 
hence,  with  seven  J)er  cent  interest,  ikith  the  priv- 
lege  to  the  hokieri  of  converting  hall"  the  amounts 

into  stock,  under  tfce  limitations  of  tbe  charter. 

This  plan  is  propo^-d  to  enable   thej  company  to 
construct  their  roa^i  to  the  Teunesse<|  River. 

The  estimated  annual  income  of  $1^,000,000  up- 
on the  completion  df  the  road,  is  confitiently  antici- 
pated, and  a  beiiefjis  expressed  that  jthis  estimate 
was  rather  under-rjfcted.  i  j 

The  receipts  on  ^tock  subscriptions  up  to  March 
31,  1853,  have  bee4 j  $198,260  25 


Bonds  issued . 


Expenditures  to  same  date 


.|   143,648  33 

$341,808  58 
254,424  33 


Leaving  balance  on  hand S87,384  26 

Route. 

The  line,  beginning  at  Clairbome  ^reet,  crosses 
Bayou  LaBranch,  kalf  a  mile  from  Laike  Pontchar- 
train,  crosses  the  South  Pass  Manchiu:  at  foot  of 
Lake  Maurepas,  on  the  37th  mile,  ao^  reachestbe 
pine  woods  46  miles  from  New  Orleai^. 

It  enters  the  State  of  Mississippi  feigfaty-seren 
and  one-third  miles  from  New  Orleaiis.     The  first 
thirteen    miles  of  the  Delta  section'  oflfer  facili- 
ties for  the  coQstruptiou  of  a  £o  4  ;.  jiiway,     Xlio 
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remaining  thirty-three  mik)s  to  the  pine  Woods  are 
of  a  more  difficult  character,  th*e  wholej  distance 
being  subject  to  inundation  from  the  Lake  at  high 
water.  The  plan  of  constnictioa  upon  this  part  of 
the  line  has  been  fixed  for  "crib  work,"  jjonsisting 
of  a  bottom  planking,  upon  which  are !  laid  long 
cross  ties,  eight  feet  apart;  then  loi^gitudinal 
stringers,  and  finally,  upon  these,  the  uiual  cross 
ties  of  the  superstructure.  There  will  hk  2,160  ft. 
of  swamp  piling  on  the  sides  of  the  Passes  Man- 
chac  and  Bayou  LaBranche.  The  piltj  bridging 
will  be  2,030  feet  long  over  the  South,  apd  790  ft. 
over  the  north  pass  Manchac.  The  estiiiated  cost 
of  the  Louisiana  division  of  road,  87)3 j miles,  is 
|il,937,821,  or  $23,254  73  per  mHe.  I 

Add  ground  for  depots  in  New  Orleansi  and  also 
cost  of  sidings,  warehouses  and  workshbps,  &c., 
and  the  entire  cost  is  S2,187,621.  i 

The  location  in  Mississippi  commences  at  the 
Louisiana  State  line.  It  extends  north  up  the 
▼alley  of  the  Tanchipaho  river,  and  fromlthence  it 
runs  to  the  southern  portion  of  the  dividikig  ridge, 
between  the  waters  of  the  Pearl  river  and  the 
Mississippi.  The  line,  as  located,  passfs  entirly 
along  this  ridge  to  a  point  on  the  ridge  inoar  the 
county  line  of  Copiah  and  Hinds,  upon  ithe  road 
from  Qallatin  to  the  city  of  Jackson.  Frim  hence 
it  is  but  twenty  miles  to  Jackson,  making  the  dis- 
tance from  the  State  line  to  Jackson  ninety-six 
miles.  The  line  from  New  Orleans  to  Jackson  is 
but  7)^  miles,  or  5  per  cent,  longer  thafi  an  air 
line.  The  estimate  of  cost  from  the  Statje  line  to 
Jackson  is  S2,461.908  68,  or  S26,644  88  ber  mile. 
From  Jackson  to  Canton,  23)^  miles,  thej  work  is 
under  contract.  The  estimated  cost  is  ;^484,936, 
or  S20,635  per  mile. 

By  these  estimates  the  total  distance  fijom  New 
Orieans  to  Canton,  207  miles,  will  cost  $5[lS4,666, 
or  $24,825  per  mile. 


Plattsbnrgh  and  Montreal  Rallr4ad. 

This  company  have  made  a  second  mortgage  of 
$100,000  upon  their  road  and  fixtures,  to  ithe  trus- 
tees of  the  first  mortgage  of  $200,000  for  |the  pur- 
pose of  enabling  them  to  dispose  of  their  bonds  to 
purchase  additional  motive  power  and  freight  cars, 
and  to  erect  another  extensive  freight  house  and 
other  buildings  at  Plattsburg.  These  b^nds  are 
made  convertible  into  stock  at  any  tim^  before 
maturity,  and  are  payable  15  years  from  IJanuary 
1,  1853,  with  coupons  attached,  payable  iii  the  city 
of  New  York  on  the  first  days  of  January  i  and  Ju- 

ly.  j 

The  recent  exhibit  of  this  company,  m^de  with 
reference  to  the  sale  of  these  bonds,  presents  the 
following  facts: 

POSITION  op  LINE, 

The  road  extends  from  Plattsburg  cjn  Lake 
Champlain,  to  the  Canada  line  at  Moocri,  a  dis- 
tance of  twenty-three  and  one-sixth  mil^s.  At 
the  Province  line,  this  road  unites  with  tie  Mon- 
treal and  New  York  railroad  to  Caughnawjiaga,  on 
the  St.  Lawrence,  a  distance  of  29^  milis.  The 
whole  line  from  Plattsburg  to  Caughnawa^a,  52)^ 
miles,  is  very  favorable  for  high  rates  if  speed, 
and  for  economical  operation.  The  two  rpads  are 
united  under  one  management,  contributing  each 
to  the  general  expense,  and  dividing  the  learnings 
in  proportion  to  length  of  road.  1 

The  terminus  on  the  St.  Lawrence  is  opposite 
th«  bead  of  Montreal  Islaod,  at  Lachioe,  from 


whence  a  railroad  of  eight  miles  has  been  in  oper- 
ation to  Montreal  for  several  years. 

The  New  York  end  of  the  road  is  substantially 
constructed  on  aroad  bed  of  favorable  soil,  except 
at  a  few  points  which  have  been  well  ballasted. 
The  rails  are  57  lbs.  to  the  yard,  laid  upon  eight 
ties  for  each  length.  The  fencing  is  mostly  com 
pletcd  and  the  stations  erected.  Large  buildings 
are  already  erected  at  Plattsburg. 

The  equipment  of  the  Plattsburg  and  Montreal 
line  consists  of  three  locomotives,  4  passenger  and 
40  freight  cars.  The  equipment  of  the  Canada 
end  of  the  road  is  of  about  the  same  amount. 
Great  additions  will  be  necessary  in  the  spring  for 
increased  equipment  to  accommodate  the  iucreast- 
ed  business  which  will  seek  the  road. 

FINANCHL. 

Capital  stock  as  by  charter $500,000 

Stock  subscribed 201,432 

Amount  paid  in 174.042 

Funded  debt 181,000 

Floating  debt 03,040 

COST  OP  ROAD. 

Entirecost,  by  Treasurer's  statement.  $349,775  C8 
Being  per  mile,  only 15,207  00 

EARNINGS. 

The  lateness  of  the  season  at  which  the  line  was 
completed  last  year,  being  opened  to  Mooers  only 
July  26th,  and  to  Caughnawaga  on  the  20th  Sep- 
tember, and  the  incapacity  of  the  line  previous  to 
the  close  of  the  travelling  season,  and  the  close  of 
freight  contracts  upon  opened  lines,  have  made- the 
earnings  up  to  last  February  but  $7,975. 

CONNECTIONS,    PROSPECTS,  &C. 

This  line  connects  at  Caughnawaga  with  the 
Lachine  road  and  Montreal  by  ferry,  while  a 
bridge  at  the  same  place  has  been  pronounced 
feasible  at  a  moderate  cost.  At  Montreal  the 
connection  will  be  made  with  the  Atlantic  and  St. 
Lawrence  road.  The  Grand  Trunk  Railway  of 
Canada,  will  soon  be  completed  to  Lachine.  A 
company  is  also  formed  for  a  railroad  extending 
from  Lachine  up  the  Ottawa  region.  The  rivers 
St.  Lawrence  and  Ottawa  are  also  of  themselves 
able  to  furnish  more  business  than  this  road  can 
accommodate. 

The  line  connects  South  by  steamboats  to  White- 
hall, from  whence  there  is  a  continuous  railroad 
line  to  Troy,  Albany  and  New  York,  and  also  to 
Saratoga  and  Schenectady,  and  thence  over  the 
New  York  Central  Railroad  to  Buffalo.  At  Pitts- 
burgh a  ferry  also  connects  with  Burlington,  and 
from  thence  by  Vermont  Central  and  Rutland 
Railroads  to  Boston  and  to  the  East. 

In  addition  a  company  is  now  formed  to  con- 
struct a  railroad  from  Plattsburgh  to  Whitehall, 
which  will  complete  an  uninterrupted  railroad  line 
from  Montreal  to  New  York,  and  very  soon  from 
Quebec  to  New  York,  the  whole  being  almost  upon 
an  air  line,  and  afler  crossing  the  jirovincc  line, 
will  lie  wholly  in  New  York. 

We  believe  the  above  must  prove  a  productive 
road  from  its  local  traflSc,  and  from  the  imports 
ance  of  the  connections,  it  now  forms.  It  traver- 
ses an  excellent  section  of  country,  possessing  all 
the  elements  of  a  lucrative  business.  Prospective- 
ly, it  must  form  a  link  in  one  of  the  most  imports 
ant  lines  of  road  in  the  whole  country.  A  railroad 
upon  the  west  shore  of  lake  Champlain,  the  build- 
ing of  which  is  no  longer  problematical,  will  form 
a  direct  route  from  New  York  to  Montreal,  very 
much  shorter  than  any  other,  either  ia  operation 


or  in  prospect.  Between  New  York  and  the  Can- 
adiis  an  immense  trade  and  travel  already  exists, 
w^ich  is  rapidly  increasing.  There  is  no  work 
sustaining  better  relations  to  this  business  than 
the  above. 


ConaUtutlonalltT'  of  Municipal  Sabscrlptlons 
to  Ral|roada< 

The  great  railroad  tax  question  was  yesterday 
finally  settled  by  the  Supreme  Court,  in  the  case 
of  the  Police  Jury  of  Algiers,  use  of  the  Opelousas 
railroad  vs.  the  Executors  of  McDonogh,  in  which 
the  constitutionality  of  the  assessment  came  up  for 
decision. 

Chief  Justice  Slidell  delivered  the  opinion  of  the 
Court.  It  was  able  and  elaborate.  He  discussed 
and  decided  the  question,  in  all  its  bearings,  over- 
looking nothing  of  importance.  On  every  point  he 
showed  that  the  law  was,  in  itself,  strictly  consti- 
tutional, and  that  the  proceedings  had  under  it 
had  been  entirely  legal.  We  do  not  deem  it  neces- 
sary to  give  an  extended  synojjsis  of  the  judgment 
of  our  tribunal  of  last  resort.  The  mere  announce- 
ment of  the  fact  will  be  entirely  sufficient. 

Although  -ve  anticipated  such  a  decision  from 
the  first — although  we  felt  assured,  all  the  time, 
that  the  railroad  tax  was  absolutely  constitutional 
and  legal,  and  could  not  be  broken — still  we  must 
confess  to  a  very  considerable  degree  of  satisfac- 
tion at  the  decision — at  the  delivery  of  the  final 
fiat,  or,  at  least  what  amounts  to  it,  that  settles 
everything,  and  from  which  there  is  no  appeal. 
An  adverse  decision  would  have  been  fraught  with 
disastrous  consequences — would  have  caused  pro- 
perty to  decline — would  have  been  a  drawback  to 
the  city,  from  which  she  would  not  have  recovered 
in  a  decade.  Every  thing  depends  upon  the  speedy 
construction  of  our  two  great  railroads.  The  three 
millions  and  a  half  voted,  was  first  wanted,  for  it 
could  be  soonest  made  available.  Its  loss  would 
have  embarrassed  the  roads  and  delayed  opera- 
tions ;  and  embarrassment  and  delay,  at  this  time, 
would  be  ruinous.  Now,  however,  the  coast  is 
clear;  the  skies  are  undimmed  by  the  smallest 
cloud;  and  the  glorious  promise  of  the  future  is  so 
near  that  it  is  almost  realized ! — N.  O.  Com.  Bui- 
lettin. 


JclftrsoBTille  Railroad;  ImportanttArramge- 
ntenta« 

We  learn  that  the  Lawrenceburgh  and  Jeflerson- 
ville  railroad  companies  have  just  concluded  an 
arrangement  for  the  running  of  the  Jeflersonville 
trains  between  Shelbyville  and  this  city,  on  the 
Lawrenceburg  road,  so  that  in  about  two  months, 
the  cars  will  be  in  direct  connection  between  this 
city  and  Louisville. 

The  connection  also  between  the  cities  of  Terre 
Haute  and  Lafayette  with  Louisville,  will  thus  be 
complete  by  railroads.  The  line  of  the  Lawrence- 
burgh road  to  Shelbyville  is  perfectly  straight  and 
of  easy  grades,  and  as  the  Jeflersonville  Company 
is  proceeding  to  relay  their  line  from  Shelbyville 
to  Edinburg  with  a  heavy  rail,  the  time  of  running 
between  this  city  and  Louisville  under  this  ar- 
rangement, will  be  within  a  few  minxUes  as  short  as 
it  coulil  be  on  an  air  line. 

This  direct  communication  between  the  Wabash 
and  this  city  (with  all  our  railroad  connections), 
and  the  city  of  Louisville,  ttithout  any  delay  or  em- 
barrassvient ,  as  to  transhipment  or  low  water,  at 
so  early  a  day,  will  be  hailed,  and  ought  to  be  cele- 
brated, vilh  pleasure. 

Louisville  is  a  very  important  market  for  our 
produce,  and  for  purchasing  groceries,  and  the 
oi)euing  of  a  direct  connection  thus  aSbrded  should 
call  out  a  gathering  of  Kentuckians  and  Hoosiers, 
which  would  fill  every  train  between  the  Wabash 
and  the  Falls.  What  do  you  say,  all  concerned  1 
Let  the  Press  say  so.  South  and  West,  and  it  will 
be  done.     We  say.  Aye  ! ! 

We  congratulate  both  companies  on  the  arrange- 
ment, which,  while  it  will  add  largely  to  the  early 
business  of  the  Lawrenceburgh  company,  it  af- 
fords the  Jefl'ersonville  company  a  terminus  and 
connections,  which  are  all  that  is  needed  to  brings 
it  up  to  first  class.— //u^.  SUUc  Journal, 
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llmportaut  Kailroad  Connectionsa 

A  meeting  of  the  officers  of  the  Columbus,  Pi- 
qua,  and  Indiana  R.  R.  Co.,  and  the  officers  of  the 
Marion  and  Mississinewa  Valley  R.  R.  Co.,  and 
the  friends  and  projectors  of  the  Railroad  from 
Marion  via  Peru  to  Chicago,  was  held  in  Marion, 
Ind.,  on  the  8th  and  9th  inst.,  at  which  the  follow- 
ing important  arrangements  were  made  : — A  per- 
manent connection  was  entered  into  by  which  the 
M.  and  M.  V.  R.  R.  Co.  agree  to  complete  their 
road  from  Union  to  Marion  at  the  earliest  day  pos- 
sible, and  the  C.  P.  and  Ind.  R.  R.  Co.  agree  to 
furnish  the  rolling  stock  and  to  run  said  road  for 
a  term  of  years.  The  company  from  this  place  to 
Peru  and  the  company  from  Peru  to  Chicago  have 
been  dissolved,  and  a  new  company  from  Marion 
to  Chicago  has  been  formed  :  the  road  of  which  is 
to  be  run  in  like  manner  by  the  C.  P.  and  I.  R.  R. 
Company.  This  gives  to  the  C.  P.  and  I.  R.  R. 
Company  the  entire  running  control  of  the  lines  of 
Railroads  from  Columbus,  Ohio,  to  Chicago,  111. 
And  all  these  arrangements  have  been  made  as 
preliminary  steps  to  an  entire  consolidation  of  the 
stocks  of  all  the  roads  from  Columbus  to  Chicago. 
By  this  arrangement  there  will  now  exist  but  two 
companies  between  Union  and  Chicago ;  and  the 
whole  railroad  interest  between' the  cities  of  Co- 
lumbus, in  Ohio,  and  Chicago,  Illinois,  has  become 
united  as  one  man  in  one  single  enterprise.  The 
whole  of  this  line  of  roads  is  fixed  on  the  "  India- 
na gauge."  In  fact  when  this  line  of  roads  shall 
have  been  completed  there  will  be  one  unbroken 
line  of  Railroads  on  the  same  gauge  from  New 
York  city,  via  Philadelphia,  Harrisburgh,  Pitts- 
burg, Columbus,  Piqua,  Union,  Marion,  etc.,  to 
Chicago,  Along  this  entire  line  eastof  Columtius, 
we  learn  there  are  already  very  favorable  connec- 
tions made. — Marion  Juurnal. 


Virginia. 

Orange  and  Alexandria  Railroad. — We  learn 
from  the  Alexandria  Gazette,  that  at  a  meeting  of 
the  board  of  directors  of  the  Orange  and  Alexan- 
dria railroad  company,  on  Tuesday,  T.  C.  Atkin- 
son, Esq.,  was  appointed  chief  engineer  of  the  ex- 
tension from  Gordonsville  to  Lynchburg,  and  H. 
W.  Vandegritt,  Esq.,  retained  as  chief  engineer  of 
the  "Western  Section,"  extending  from  Culpepper, 
C.  H.,  to  Gordonsville,  in  connection  with  the  gen- 
eral superintendency  of  the  road.  We  congratu- 
late the  Alexandria  company  in  being  so  fortunate 
as  to  secure  the  services  of  so  thoroughly  a  com- 
petent engineer  as  Mr  Atkinsonhas,  in  the  many  im- 
portant positions  he  has  held,  always  shown  him- 
self to  be. 

The  extension  of  the  Alexandria  railroad  from 
Gordonsville  to  Lynchburg,  is  a  matter  of  the  high- 
est importance  to  Alexandria,  and  in  the*  advanta- 
ges of  it  Baltimore  must  participate.  When  com- 
pleted, it  will  give  a  connection  to  the  railroad 
that  is  to  run  from  Lynchburg  to  Knoxville,  Tenn., 
and  thence  to  Memphis.  The  extension  of  the 
Washington  railroad  down  to  Alexandria  will  give 
to  Baltimore  the  same  connection,  and  thus  open 
to  the  whole  South-west  a  market  in  Baltimore, 
winch  will  present  advantages  to  them  that  they 
will  be  sure  not  to  lose. 


LionlavUl*  and  Ne^rport  Railroad. 

The  Louisville  Courier  states  that  DeGraflPe  & 
Co.  have  taken  a  contract  for  the  construction  of 
this  road,  which  is  to  be  completed  in  eighteen 
months.  By  this  route  the  entire  distance  between 
Louisville  and  Newport,  on  the  Ohio  River  oppo- 
site Cincinnati,  is  102  miles.  For  29  miles  of  this 
distance  the  Louisville  and  Frankfort  road  is  to 
be  used.  The  following  is  a  description  of  the 
route  : 

The  line  of  the  road  leaves  the  Ohio  river  in 
Newport,  at  a  point  immediately  opposite  the  Lit- 
tle Miami  railroad  Depot  in  Cincinnati,  whence  it 
proceeds  about  three  miles  back,  crosses  the  Lick- 
ing, and  strikes  upon  Bank  Lick  Valley — an  ex- 
ceedingly picturesque  and  somewhat  classic  re- 
gion.    It  then  proceeds  directly  towards  Louis- 


ville, coming  witliin  a  short  distance  of  the  Ohio 
river  again,  at  the  great  bend  in  Gallatin  County. 
Passing  not  very  far  from  Drennou  Springs,  it 
strikes  the  Louisville  and  Frankfort  railroad  at 
Smithtield,  in  Henry  County,  a  point  some  three 
or  four  miles  this  side  of  Eminence.  There  the 
seventy-three  miles  end.  By  the  time  that  dis- 
tance is  completed,  it  is  designed  to  have  the  Lou- 
isville and  Frankfort  road  straightened  to  Hobb's 
Station  twelve  miles  from  Louisville.  From  Hobb's 
down,  the  Louisville  and  Frankfort  road  is  unex- 
ceptionably  good.  Should  the  straightening  not 
be  done  by  that  time,  the  Louisville  and  FrMikfort 
road  cani  be  used  until  it  is  finished. 


Nei^-Torlc. 

Schenectady  and  Troy  Railroad. — At  a  meeting 
of  the  stockholders  of  the  Schenectady  and  Troy 
railroad  Co.,  held  on  the  6th  ,ult.,  the  following 
persons  were  elected  directors  for  the  ensuing 
year — Russell  Sage,  E.  D.  Morgan,  D.  Thomas 
Vail,  Tho.  Symonds,  H.  N.  Lockwood,  M.  I.  TOwn- 
send,  W.  F.  Sage,  Foster  Bosworth,  Gilbert  Rob- 
ertson, Jr.,  Henry  Ingram,  Jonathan  Edwards, 
Hiram  Smith  and  Harvey  Mosher. 

Rochester  and  Lake  Ontario  Railroad  Company. 
— The  following  gentlemen  were  chosen  directors 
of  this  comi)any  at  the  annual  election  of  directors 
held  on  Saturday : — Azariah  Boody,  Roches. ;  Ed- 
ward Whitehouse,  New  York  ;  Joshua  Eaton, 
Greece ;  Jotl  Rathbone,  Albany ;  William  Otis, 
Gates ;  R.  S.  Burrows,  Albion ;  Wm.  Kidd,  Ro- 
Chester ;  J.  V.  L.  Pruyn,  Albany  ;  F.  Gorton,  Ro- 
chester;  E.  H.  Holmes,  Brockport;  RufusH.  King, 
Albany ;  W.  Colburn,  Rochester ;  P.  M.  Bromley, 
Rochester. 

Buffalo  and  New  York  City  Railroad. —  The 
following  gentlemen  were,  on  Monday,  elected  di- 
rectors for  the  ensuing  year — Messrs.  R.  H.  Hey 
wood,  A.  D.  Patchiu,  L.  H.  Pratt,  S.  F.  Pratt, 
John  Wilkinson,  George  M.  Lauman,  J.  G.  Hoyt, 
Samuel  Swain,  Horace  Hunt,  John  A.  McElwain, 
George  R.  Babcock,  and  George  B.  Chase 


Railway  Machinery,  i 

A  TREATISE  on  the  Mechanical  Ensfneeriiij;  of  Railways  ; 
cnibruciiij^  the  I'rinciple^  aiid  Coui>lructiaii  uf  Rolluii;  and 
Fixed  Plant,  in  all  departnionta.  Illustratod  by  a  scries  of  plates 
ofi  a  larKC  scale,  aii<l  by  numerous  engravings  on  wood,  by  Dan- 
iel Kinnear  Clark,  Engineer. 

To  bo  completed  in  about  24  {•art:',  Imperial  4to.,  62X  ccntts 
each. 

The  specimens  of  railway  inachinery,  fomibig  tlie  subject.'*  of 
the  larger  8e]>arate  engravings,  have  been  selected  frmn  nia 
chines  approved  by  eii>erience,  each  as  the  representative  of  a 
class,  with  the  object  of  forming  in  connection  wiUi  the  wood 
cut  illustrations  distributtvl  throughout  the  text,  a  complete  and 
systematic  l)ody  of  construction.  General  views,  and  working 
sectic'is  are,  in  all  cases  >fiven  of  the  subject*  of  tJie  plates,  drawn 
to  scjies  large  enough  to  render  the  construction  perfectly  expli- 
cit. Written  measiironicnts  are  added  to  the  sectional  views, 
with  great  minuteness,  and  sejiarate  details  in  wood  cuts  accu 
rately  drawn  on  scales  gejierally  one-eight  or  ooe-sixteeuth 
full  size  are  given  in  tlie  l)ody  of  the  work  el"  such  {orticme 
as  are  not  sufficiently  shown  in  the  plates. 

BLACEXE  &  SON,  Glasgow,  Edinburg  and  London, 
and  117  Fulton  street,  New  York. 


UNION  WORKS, 

North  street,  opposite  the  Railroad  Depot, 
BALTIMORE. 

Poole  Sl  Hunt,       i 

Manufacturers  of  Steam  Engines  and  Mill  Grearing, 
Machinists'  Tools,  and  all  kinds  of  heavy  and  light 
Machinery. 

Also  put  up  Arrangements  of  Wrought  Iron  Pipu 
for  heating  buildings  and  conveying  steam  or  water. 

Castings  of  every  kind  furnished  at  short  notice. 

Every  exertion  will  be  made  to  insiue  the  satisfac 
tion  of  customers. 

Railroad  Iron. 

m)f\r\C\  Tons  of  Rails,  weighing  from  58  to  60  lbs.  per  yard 
/C\J\J\J  of  Favorite  Patterns,  now  on  hand  in  New  York, 
For  sale  by  W.  F.  WELD  Ac.  CO., 

June  21, 1852  J  ,42  Cwtrai  Wtuu^  £«6taci. 


■.  ■i.r     ,-vS'.-  ■ 


LITTLE  MIAMI  AND  COLUMSrsJ  aM>  XfMA  RAIL- 
ROADS.—SnmiB  Arranormbnt.  to  l:(>iTiiiienre  May  1«, 
lh63.     Four  Pasteup  Trains  Daily.  Suttdnf/^  exctftl<-d. 

Trains  run  by  Colutubus  tune,  which  is  s^vcu  tuuiutcs  faster 
than  Cincinnati  time.  < 


Until  (Virther  tioti 
East  Fri«it,  as  follow 

Express  Train  at 
Acconunodatioii 
Hillsborough  T 


Passaiger  Trains  will 


leave  the  depot  on 


Morrow,  Fort  Ancie 
Valley    Xenia,   Cedi 
West  JelJerson,  Colu 
Returning;  from  Coji 
Mail  Train  will  1^ 


a.m. 

Riin  at  7.30  a.iu. 
at  i30  p.m. 
Mail  Train  at  0  pjm. 

For  Linwood,  Plaii^-ille,  Milford,  Love)aadJFo««r's,  Dpcrfleld, 

Oregon,  Corwiu  and  K'ayncHviUe,  S|>riUK 

ille,   Selma,   SouUi  Cjliarlesti m.    L<Hid«««, 

bus,  Yellow  Sprmes  ;^d  !S|>nng(k'ld. 

nbus — 

ive  at  4.05  a.m. 
Express  Train  will  leave  at  L30  p.m. 
Accommodation  ^rain  will  leave  at  d.ISjp.m. 
Retumiug  fnxn  (lUsborough  at  7  a.in. 
"       from  Sbringiieki  at  5  a.m. 
I    "  at  5  p.m. 

TRAISa  WILL   STOP   AS  FOLll)WS 

Express  Train,  6aln.  from  Cincinnati  at  Loveland,  Morrow, 
Xcnia  and  Loixlon  <4ly  :  130  p.m.  from  Ciliimbiis,  at  London, 
Xenia,  Corwiu.  Morrbw.  Loveland  aod  PlaiilMlle  only 

Accoiiiniodation  Train,  '.'Jt)  a.iii.,  trom  tiinuuuiU,  and  6.15 
from  Columbus,  at  PJainvilh.',  >Iilford,  MiamlvUle,  Loveland,  Fos- 
ters, D«-ertMd.  Morrow.  Fort  Ancient,  Fieeiwrt.  Corwiu  and 
Wa>-nesville  8prins;  K'alley,  Xenia,  Cedartille,  t»i>lina,  ;^outta 
Ctiarleston,  LondiMi  and  W«st  Jeffersco.  AlBo  oo  pro|ier  iK>lio«" 
hy  flatf  or  to  couduotor,  at  Linwood,  CJaypville,  Florcticc  and 
Altoa  I 

Mail  Train  4..^  a.m  from  ColumbiiK.  and  5  p.m.  from  Cincinna- 
ti, at  West  J  ettersoiiJ  London,  South  Charleston,  Selma,  Cedar- 
ville,  Xenia,  Spring  Talley,  Corwin  and  Wtynesville,  Freejiort, 
Fort  Ancient,  MorroK.  Dwrticld,  Foster's,  jButterworth's  Wat- 
er Station,  Loveland^  Milford  aod  PliiiDviBe.|  Also  at  Claysvilk^ 
Florence  and  Alton,  pn  notice.  i 

Hillsborough  Traih  at  7  a.m-fhm  HHii^Mrougfa,  and  2  p.m. 
from  Cincinnati,  at  Lym-liburgti,  Westboro;*'»lanchester.  GiislKn, 
and  Wilmington  pikd,  Loveland.  Polktowii,  JMiamiville,  MilUord, 
I'liiiiivlllc  and  LiniiwAod.     Also  <jn  iH>ticc  atjFlag  stations. 

Pa.ss<>ngers  f<^ir  lAllsborouKh.  ChiUicothr,  aod  intermediate 
(xiints  will  take  the  4-30  p.m.  tnuns.  } 

Passengers  for  Srt<i>S^ekl  will  take  tbe~7J30  a.  la  or  6  p.  a^ 
Trains.  j  ] 

Lines  of  Hacks  anq  Coaches  run  in  coundction  wiUi  the  trains 
to  the  following  towt>s  :  Lebanan,  from  Dtertieki,  Wilmiiigtoa 
and  ClarksviUe,  fh>r^  Morrow  and  Cor^it,  an<l  Gosheo  and 
loints  above  from  5!  illbrd. 

The  Trains  ccKiiiett  with  tlie  Mad  River  4iid  Lake  Erie  Kail- 
road  at  Springfield,  Columbus  and  Cleveland  Railniad  at  Colum- 
bu.«.  Central  Ohio  Rdjlroad  to  Zauc>sville,  a^J  luies  of  C'jachcs 
fhm  Zaiiosville  to  W  heeling,  etc 

On  Simdays  but  oi  e  Tram  will  nin,  k!«viig  Cinciiuiati  at  '2.3U 
p.  III.,  Columbas,  4.;  Q  a.  nt,  8tO|>t>ing  at  a||way  statiuos  uo  no- 
tice. 

Fare  from  Cincinnati  to  Xenia,  $1  M 

"  HUlsborough,  1  76 

"  Chillicothe,  3  76 

"  gpringtiek],  2  00 

"  Clevetaod,  6  00 

"  Shelby,  i  4  75 

"  ColwtbiH,  -         S  00 

^  ZanesviUe;,  4  W 

"  WheeUng,  7  16 

"  Pittsburgh,  7  75 

For  further  iufomjation,  and  Through  Ti<  kets,  apply  to  P.  W, 
STRADER,  Agent,  bt  the  Ticket  Ottice,  e^st  side  of  Broa<l\%ay, 
tirst  door  north  of  Front  street^  Cincinnati.  : 

'         W.  U.  CLEMIjar,  gu}ierinuiideiil 

■^"Thc  companj  will  not  be  respoosibh  for  baggage  exce«ir- 
ing  tifly  dollars  in  v41ue,  unless  the  same  txj 
ductors  or  agents,  ind  fruigiit  paid  at  the 
every  $500  in  value  iibov  c  that  aoiouut. 


returned  to  the  cot»- 
rate  of  [laseagc  for 

a-i 

t —    ^ — _ 

New  York  Locomotive  Works, 

I  JERSEV  CITY. 

THE  PROPRIeItORS  of  tlie  abo>e  IVorks,  having  fltUni 
up  their  .Shojis  with  approved  moileni  !  lachiuery  and  Took, 
and  secured  the  sertices  i>rE.  P.  GOULD,  late  Master  Machin- 
ist on  the  Hudson  Ifiver  Railroad,  are  now  prepared  to  execute 
with  d««jiatch  orderfeforL'jconiotive  Engiofs,  Teoders,  and  Kail- 
road  Machinery  geiiferaUy,  ejiibracuig  the  iilest  unprovt^iietitjii 
The  works  being  jocated  near  the  water,  and  in  the  inimedi- 
diate  vicinity  of  tlie  Kew  Jersey  and  Erie-JlAilroadi',  olKir  great 
couvunieoces  for  shit>piDg.  f 

BREESE  «c  tCNEELAND, 

38Exchanif.'  Place, 
New  York. 

RBFERBXCBS. 

Mr.  Sim4on  Draper. 

"    J.  PMlips  Phoe«i  Prea. 

N.  J.  R.  K.  Co! 
"    J.  a  Jervis,  Ch.  Eng.  tc 

Pre*  Nor.  Ind.  R.  R. 
'•    E.  freoch,   Sup't.   Hud 

Riv.R.  K 
"    T.  j;   Townsend  treaa.  N. 

T.  4  £.  Railroad. 


je24 


Messrs.  Duncan,  S| 

Company. 
"    Winsk>w, 

pany. 
"    Davis,  Bi 

l>any.  | 

"    Gilbert,  Co^&  Johnsoa 
"    Bogert  &  Kheeland. 
''    Wadsworth;  ic  SheidoD. 


''Gardner's  Roel£  Drill.'' 

DESIGNED  for  B'unneUing,  Quarry  U8«,  and  Rock  Excava- 
tions of  all  descriptions,  by  the  use  of  twhicb  a  saving  of  50 
to  75  per  cent  is  maUe. 

Applications  fur  1  erritorial  Rights  and  Machines  must  be  made 
to  the  Patentee.  G.  ARTHUR  GARDNER, 

Trinity  BuiUiups  Broad  wa>-. 
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AMEMCAltf    RAILROAD    JOURNAL. 


iHHJJA,l  I II It. I  W 


W.  G.  ATKINSON, 

MININU  ENOlxNEER,   SURVEYOR  AND  DRAFTSMAN, 

CUMBEttLAND,  MARYLA^  D, 

Will  atteuU  to  buaiiieou  iu  liU  Prufenuiuu  in  the  C  uul  Region  8iid 
vicinity. 

REFERENCES : 

Jerry  CotcUs,  Esq.,  New  York. 

CoL  Win.    Young,  do. 

Ja».   W.  McVuUuh,  Esq.,  U.  S.  TVeaa.,  Washington 

June :»,  185a. 


$1 


yyjyjyj y\J\J\J  K0A1>  CUMPANY  U 
fiiK  (JEjST  FlUbT  MUlllOAGE  liONDS  FOB. 
SALE. 

Office  of  Winslow  Lanier,&,  Co.  ) 
No.  oS  Wall  St.,  Juuo  18,  i«o2      j 

THE  LITTLE  MIAMI  KAlLKOAD  (lOMPANY 
oflfer  for  sale  ONE  MILLION  of  theij-  SIX  PEK 
CENT  BONDS,  with  Coupons,  lutcrest  knd  Princi- 
pal payable  in  New  York,  the  former  1  alf-yearly, 
l»t  of  November  and  1st  of  May. 

They  are  in  sifios  of  $1,000  each,  payable  1st  of 
May,  1863. 

These  Bonds  are  issued  under  expresn  authority 
of  the  Legislature  of  the  Stale  of  Ohio ;  are  a  part 
of  thtt  ail,6O0,OO0  Loan  authorized  to  be  issued  by 
a  vote  of  the  stockholders,  for  the  purppse  of  rais- 
ing means  to  make  a  double  track ;  the  kreatly  in- 
creased and  increasing  business  of  the  road  makes 
this  absolutely  necessary.  1 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Spriugdeld ;  is  now  in  complete 
running  order ;  has  cost,  including  et|uipmeuts, 
stations,  station  houses,  ^c,  up  to  this  idate,  ia'J.,- 

7o»,ioy  ly.  -I 

This  Company  own  stock  in  the  Colukubus  and 
Xenia  Railroad  Company  to  the  amount  of  :j^38ti,- 
000,  which  now  commands  a  premium  of  20  per 
cent.  Also  in  the  milsborough  Road,  to  tUe  amount 

of  ;n>ll,71ti- 

The  receipta  of  the  Road  have  beeu  a|i  follows : 
for  the  year  ending —  \  \ 

December  1,  1844 Sl8,632  2G 

December   1,  1840 46,327  68 

December  1,  1846 1  LU,062  02 

December  1,  1847 2:a,iyy  02 

December  1,  1848 2:J0,086  78 

December  1,  184y 8:!l,3y8  82 

December  1,  I860 , 4(»6,6y7  24 

December  1,  1851 4»7,845  by 

December  1,  1862 6iG,74t>  o5 

The  receipts  from  Dec.  1  to  May  1,  (last    I 

5  mouths) 2tt0,061  27 

For  the  same  time  the  year  before ....  1'22,281  18 


Bondholders,  with  ample  power  to  take  possession  I 
of  the  road,  its  real  and  personal  estate,  franchises 
I&.C.,  and  to  sell  the  same  to  the  highest  bidder 
for  cash,  if  default  be  made  in  payiuont  of  interest 
or  principal.  This  mortgage  is  for  i;  1,500,000,  and 
cannot  be  increased. 

The  Stock  owned  by  the  Road  in  the  Columbus 
and  Xenia  and  Hillsborough  Railways  will  much 
more  than  pay  otl'  the  iflO«),(XHJ  prior  lien  to  the 
cily  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, except  this  loan  of  5Jl,5OO,000. 

Sealed  Proposals  will  be  received  for  any  sum 
not  less  than  istl.OOO,  until  Thursday,  the  1st  of 
September  next,  at  3  o'clock  P.  M. 

Proposals  will  be  addressed  to  WINSLOW,  LA- 
NIER &.  Co.,  Agents  of  the  Company,  No  62  Wall 
St.,  New  York,  indorsed  "Proposals  for  the  Little 
Miami  Railroad  Bonds." 

One-half  the  purchase  money  will  be  required 
to  be  paid  at  the  time  of  iiccepting  the  bids,  the 
residue  in  thirty  and  sixty  days.  Any  purchaser 
will  be  at  liberty  to  pay  in  full  at  once. 

Interest  on  the  Bonds  will  run  from  the  day  of 
payment. 

The  above  SI  ,000,000  will  Ite  sold  absolutely 
and  without  reserve  to  the  highest  bidder. 

For  further  uiformation  apply  at  our  ottice. 

WINSLOW,  LANIER  &  Co. 


Increase  in  6  months $i  7,770  Oy 

The  position  of  this  road  being  the  natural, 
shortest  and  most  usually  travelled  route  I'rom  Cin- 
cimiati  and  the  vast  country  south  and  v^est  of  it, 
to  the  northern  cities,  must  ever  make  ^t  one  of 
the  most  important  and  profitable  hn(!S  in  the 
country. 

An  inspection  of  a  map  will  show  its  connections 
lo  be  many  and  important.  This  road  operates 
the  Columbus  and  Xenia  road,  and  runs|  iu  con- 
nection with  the  Cleveland  and  Columbusj  road,  in 
fact  they  are  now  run  as  one  luie,  greatl;|r  to  the 
advantage  of  all.  i 

Regular  annual  10  per  cent,  dividends  hjave  been 
declared  since  December,  1847,  vfrith  an  ettra  div- 
idend of  hve  per  cent  iu  1861.  In  1852  tWo  cash 
dividends,  each  10  per  cent,  were  made,    j 

The  present  surplus  and  reserved  fund  ^mounts 
to  S9S,646  16.  I 

The  mortgage  covers  the  entire  line  of  road  cost- 
ing to  date $2,708,109  19 

To  be  expended  on  double  track,  &.c.  l,50(f,000  00 


Value  of  security $4,20(i,10y  19 

The  security  for  the  payment  of  these  Bonds  is 
of  the  most  ample  character,  being  a  lirst  4nd  only 
mortgage  or  deed  of  trust  (excepting  one  (jf  $100,- 
000  to  the  city  of  Cincinnati)  on  the  Coijapany's 
Koad,  SUtions,  Franchises,  net  iacome,  &t.,  to  J. 
J?.  D.  Lanier,  Esq.,  of  this  city,  iu  trust  'for  the 


CICNTRAL.   RAlL.ROAl>    CO. 

OF   NEW  JERSEY. 

$950,000  of  Stock. 

BY  ORDER  of  the  Board  of  Directors,  the  Fi- 
nance Committee  of  the  Central  Railroad  Co. 
of  New  Jersey  will  open  Books  of  Subscription  for 
the  Unissued  Stock  of  the  Company,  amounting  to 
$960,000,  at  the  Bank  of  Amekica,  in  the  City  of 
is'ew  York,  on  the  27th  June  instant,  and  keep  the 
same  open  one  week,  unless  the  whole  amount 
shall  be  sooner  subscribed.  This  Stock  comprises 
all  that  the  Company  are  entitled  to  issue,  and  the 
money  received  is  to  be  applied  to  the  construc- 
tion of  a  second  track,  improvements  at  Elizabeth- 
port,  and  other  preparations  imperatively  demand- 
ed by  the  connections  to  be  opened  in  another 
year.  This  mode  of  distribution  h;is  been  adopt- 
ed, in  preference  to  a  pro  rata  allotment,  to  en- 
large the  number  of  stockholders,  and  facilitate 
the  acquisition  of  stock  by  those  now  desirous  but 
tmable  to  procure  it. 

The  Ferry,  12  miles,  from  New  Y'ork  to  Eliza- 
bethport,  and  the  Railroad,  63  miles,  from  Eliza- 
bethport  to  Easton,  Pa.,  have  been  operated  thro' 
the  entire  distance  for  nearly  a  year,  and  both  are 
fully  equipped  for  the  present  business.  Passen- 
gers prefer;  ing  the  land  route  can  go  from  New 
York  by  the  way  of  Newark  to  Ellzabethtown  and 
there  intersect  the  trains. 

From  the  terminus  at  Easton,  the  Lehigh  Val- 
ley Railroad  is  in  active  course  of  construction  to 
Manch  Chunk,  46  miles,  and  will  be  opened  iu  Ju- 
ly, 1864,  connecting  New  York,  winter  and  sum- 
mer, with  the  Lehigh  coal  lields,  by  a  route  of  on- 
ly 126  miles ;  the  Lehigh  road  having  only  de- 
scending or  level  grades,  and  the  Central  Road  no 
grade  over  21  feet  to  the  mile.  At  Tamaqua  the 
Lehigh  road  connects  with  the  Catawissa  road,  now 
constructing,  and  to  be  completed  in  May,  1864. 
This  connects  with  the  Suubury  and  Erie  road, 
now  under  contract  and  to  be  completed  in  two 
years.  Thus  the  year  1855  will  see  a  new  route 
of  favorable  grades  and  curves  only  4t>2  miles  in 
length,  opening  from  New  York  to  Erie  on  Lake 
Erie. 

A  direct  and  favorable  connection  with  Pitta- 
burg  and  the  Pennsylvania  Central  Railroad,  can 
also  be  made  through  existing  roads  and  charters. 

From  New  Hampton,  a  point  on  the  Central 
Railroad  of  New  Jersey,  5y  miles  from  New  York, 
the  Warren  Branch  road  in  connection  with  the 
Delaware,  Lackawanna  and  Western  road  and  the 
Oswego,  Syracuse  and  Binghamtonroad,  will  bring 
the  Lackawanna  coal  region  within  133  miles  of 
New  York,  with  grades  of  only  21  feet  to  the  mile 
(except  for  a  few  miles  in  leaving  the  coal  basis  at 
ScrautOQ),  and  give  an  unbroken  line  of  six  feet 


gauge,  310  miles  in  length,  from  New  York  to  Os- 
wego on  Lake  Ontario.  Of  this  distance,  156  miles 
are  linished  and  in  operation  ;  80  miles  are  under 
construction  and  to  be  opened  this  Fall ;  the  re- 
maining 74  miles  are  located,  contracted,  and  to 
be  compltted  in  the  Fall  of  1864. 

It  may  be  interesting  to  state  that  the  Central 
Railroad  of  New  Jersey,  from  its  local  business, 
without  any  of  the  anticipated  connections,  has 
beeu  enabled  to  pay  seven  per  cent  on  the  cost  of 
the  several  sections  as  they  have  been  opened,  and 
that  the  entire  road,  with  its  present  local  busi- 
ness, is  now  paying  dividends  at  that  rate. 

At  the  close  of  the  fiscal  year,  April  1,  1853,  the 
financial  condition  of  the  company  was  as  follows  : 

Capital  stock $1,034,700  00 

Mortgage  bonds,  7  per  cent 1,600,000  00 

Other  bonds,  6  per  cent 113,000  00 

Bills  payable  and  balance  due 249,022  04 

Balance  of  earnings  over  dividend..         1,006  85 

$2,897,728  89 

This  was  represented  by  the  following  property : 

Railroad,  average  $37,800  per  mile.  $2,379,886  64 

Ferry  interest  and  boats 140,900  00 

Station  houses,  shops,  etc 78,000  00 

Land  at  Elizabetbport 55,016  77 

Equipment 218,604  64 

Materials,  wood,  coal,  cash,  etc....        25,420  84 

'  $2,897,728  89 

Full  statements  of  the  condition  of  the  compa- 
ny can  be  obtained  at  the  office,  5  Wall  street, 
where  those  desirous  to  examine  the  road  with 
reference  to  investment  can  procure  tickets  for  the 
trip. 

The  Finance  Committee  call  the  attention  of 
capitalists  with  the  greatest  confidence  to  the  pre- 
sent position  and  future  prospects  of  the  road,  be- 
lieving that  no  road  in  this  vicinity  presents  great- 
er inducements  for  investment.  They  reserve  the 
right  to  reject  or  reduce  subscriptions,  if  the  whole 
amount  subscribed  should  exeed  the  amount  to  be 
issued. 

Ten  per  cent  will  be  reqtiired  to  be  paid  on  al- 
lotment of  the  stock,  and  the  remainder  in  instal- 
ments of  ten  per  cent  every  sixty  days  on  notice, 
as  required.  Interest  at  the  rate  of  seven  per  cent 
will  be  allowed  till  the  instalments  have  all  been 
called.  If  the  dividends  on  the  Aill  stock  are  at 
a  higher  rate,  the  diflference  will  be  made  good  to 
tbh  scrip  Stockholders  when  their  stock  is  filled 
up. 

Dated  New  York,  June  17,  1863. 
JOHN  T.  JOHNSTON,  . 
JOHN  C.  GREEN,  /      Finance 

WILLIAM  E.  DODGE,        (  Committee. 
WILLIAM  S.  WETMORE,^ 


To  Contractors. 

Office  James  River  akd  Kanawha  Co,,  >  - 
Richmond,  June  18,  1853.      > 

SEALED  proposals  will  be  received  by  the  un- 
dersigned, at  Buchanan,  in  the  county  of  Bo- 
tetourt, Virginia,  until  6  o'clock  P.  M.  on  the  first 
day  of  August  next,  for  the  Locks,  Dams,  Culverts 
and  Sections  of  the  Canal,  from  Buchanan  to 
Craig's  Creek. 

Payments  will  be  made  in  current  bank  notes. 
Besides  the  usual  reservation  of  twenjty  per  cent 
on  the  monthly  estimates,  the  contractors  will  be 
required  to  give  ample  security,  satisfactory  to  the 
Board  of  Directors,  for  the  completion  of  the  work 
at  the  time  and  in  the  manner  specified  in  the  con- 
tracts. 

Plans  of  the  above  works  will  be  exhibited  by 
Edward  Lorraine,  Assistant  Engineer  at  Buchan- 
an, and  specifications  will  be  delivered  by  him, 
and  also  at  the  Company's  office  in  Richmond,  on 
and  after  the  15th  day  of  July. 

Time  will  be  taken  for  the  consideration  of  the 
bids  until  the  6th  day  of  August,  when,  if  satisfac- 
tory, the  several  jobs  above  advertised  will  be  let. 

WALTER  GWYNN, 
Chief  En^eer  J.  B.  aod  &,  Co. 
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Wills*  Valley  Railroad. 

A  project  is  engaging  the  attention  of  the  peo- 
ple of  Northern  Alabama,  called  the  Wills'  Valley 
railroad,  which  is  one  of  the  more  important  works 
in  the  Southern  States,  though  its  object  and  di- 
rection is  not  very  well  expressed  by  its  title.  Its 
design  is  to  carry  forward  the  Alabama  and  Ten- 
nessee railroad,  The  Great  Western  line  f^xtending 
fVom  the  extreme  north-east  through  Central  and 
Western  Virginia,  and  Eastern  Tennessee  to  Chat- 
tanooga, the  Wills'  Valley  road  will  prolong  this 
great  line  in  the  direction  of  the  Gulf,  and  as  it  unites 
with  the  Alabama  and  Tennessee  road  at  or  near 
Qadden,  on  the  Coosa  River,  it  will  complete  the 
great  chain  of  railroad  above  desciabed  to  the 
navigable  waters  of  the  Alabama  River,  through 
this,  with  the  Gulf  of  Mexico,  which  will  be  its 
ultimata  terminos.        ■^-  . 


The  proposed  road  will  leave  the  Nashville  and 
Chattanooga  road  at  a  point  9)4  miles  distant 
from  Chattanooga.  Soon  after  leaving  this  road, 
it  strikes  into  the  Valley  of  Wills'  Creek,  which 
pursues  a  very  direct  course,  a  little  south  of  east 
to  its  junction  with  Coosa,  the  leading  tributary  of 
the  Alabama.  The  entire  length  of  the  road  as  sur- 
veyed will  be  82)'4  miles.  The  road  is  ,a  very 
favorable  one,  the  estimated  cost  of  graduation 
being  only  S3393,  per  milethe  iron  is  esti- 
mated at  $463,836,  and  that  of  the  whole 
ioad,  with  a  small  equipment,  1,094,212.  The 
route  has  been  carefully  surveyed  and  active 
measures  are  in  progress  to  raise  the  necessary 
means  for  its  construction,  which  will  doubtless  be 
successfull  The  road  is  too  important  not  to  com- 
mand the  necessary  aid  abroad  should  suc^  aid 
become  necessary.  It  is  an  indispensible  work  in 
thegreatline  all  portions  of  which  with  theexception 
of  the  above,  have  been  for  some  trme  past  in 
active  progress.  It  will  prove  a  very  important 
ally  to  the  Alabama  and  Tennessee  road,  in  secu- 
ring to  it  a  new  connection  with  the  Tennessee 
River,  and  with  the  roads  concentrating  at  Chat- 
anooga  by  the  shortest  practicable  route. 

We  copy  the  following  from  the  late  report  of 
the  Chief  Engineer  of  the  road  James  H.  Oliver, 
Esq.,  showing  its  geograpkical  position. 

The  above  road  is  most  happily  situated,  being 
a  link  in  the  continuous  chain  of  railroads,  lead- 
ing direct  from  Boston  by  way  of  New  York  City, 
I  Philadelphia,  Baltimore,  Washington.  Lynch- 
burg, Abingdon,  Knoville  and  Chattanooga, 
(all  of  which  are  finished  or  under  vigorous  con- 
struction.) Hence  by  way  of  Wills'  Valley  Caha- 
wl)a  Valley,  Selma,  and  from  thence  to  Mobile 
and  New  Orleans.  At  present  there  is  a  connect- 
ion from  Selma  to  Mobile  and  New  Orleans  by 
stenm  boats,  which  will  soon  be  replaced  by  rail- 
roads, the  Wills'  Valley  Road  completing  the  con- 
nection to  Selma. 

I  The  entire  route  passing  through  the  points 
above  named,  differs  very  little  from  an  air  line, 
thus  forever  avoiding  the  possibility  of  competi- 
tion, this  added  to  to  the  fact,  that  it  traverses 
every  para  llel  of  latitude,  and  necessarily  the 
channel  through  which  must  pass  a  constant  in- 
terchange of  commodities,  for  on  the  same  paral- 
lel of  latitude  there  can  be  no  interchange  of  trade, 
the  productions  being  of  a  similar  character,  but 
when  a  road  passes  directly  through  every  paralel 
of  latitude  connecting  all  of  the  most  important  com- 
mercial points,  as  is  the  case  with  your  road,  it  must 


necessarily  be  a  great  thoroughfai-e  of  trade  and 
travel,  and  can  be  viewed  in  no  other  light  than  a 
great  national  ebterprise  involving  in  itself  future 
considerations  0f  no  unimportant Ichaiacter,  whea 
this  government  may  be  necessiiaited  to  resist  the 
encroachments  of  another  foreign  power,  aud  add 
another  victory  of  New  Orleans  tO  the  annals  of 
its   history. 

The  Wills'TAlleyRailroad  is  thjerefore  a  link  ia 
the  great  cht^  of  railways  whicti  posesscs  every* 
requisite  necosa|ary  to  make  the  m|ost  perfect  By»- 
tem  of  railways  which  ever  couldliave  beeudevua- 
ed,  recapitulated  as  follows  : 

1st,  Traversitg  every  parallel  'of  latitude,  and 
of  necessity  iuvtulving  a  continual  interchaagu  of 
commodities^  well  as  an  exteusiire  travel. 

2d,  Running  direct,  and  therelDre  the  shortest 
possible  route,  forever  avoiding  the  possibility  of 
competition. 

3d,  Connecting  all  of  the  most  ;important  com* 
mercial  points  in  every  parallel  ^f  latitude,  viz  : 
Boston,  New  York  City,  Philadti4>hia  and  Balti* 
more,  with  Mobile  ai.d  New  Orkaus  and  other 
important  Southern  cities. 

4th,  Cheapness  of  first  cost  and  of  the  subse* 
quent  repairs,  <>wing  to  its  li^Ut  grading,  and 
having  few  bridges  of  any  charkcter.  And  we 
might  add  its  natural  advantages  ias  a  post  route, 
and  its  infiueiice  on  our  military  operations, 
should  an  occasion  ever  present  itself,  and  which 
probably  may  occur  at  some  fhtiire  period.  ^ 

By  a  mere  glance  at  the  map  of  the  U.  States 
the  most  casual  observer  will  at,<iice  see  the  cor«  - 
rectness  of  the  foregoing  statemedt  without  enter- 
ing into  a  precise  estimate  of  the  tomparative  di»- 
tances  of  vario»s  routes  between  the  imi>ortant 
commercial  poiits  before  referred  to,  it  is  enough 
to  say,  that  as  a  straight  line  is  Ibh  shortest  pobsi- 
ble  distance  between  two  points,  so  certain  is  your 
road  a  link  in  tfae  shortest  line  of  commmiicjiLioD 
between  those  great  commercial  dties. 

It  is  worthy  Of  remark  in  conteetion  with  the 
geographical  pobition  of  your  road,  that  it  forms  a 
part  of  the  identical  route  recommended  abuul  18 
years  ago,  undef  a  resolution  front  coi.gre«s  to  re* 
jx»rt  on  the  bhoiftest  and  bestrouti?  fiom  WasJiitig- 
ton  city  to  Ne#  Orleans,  and  w^iich  hai>  laU-ly 
been  brought  iiAo  notice  by  some  of  the  leading 
Journals  of  New  Orleans. 

I  have  preseoted  your  claims  fcr  the  Will*'  Val- 
ley Railroad  as  to  its  geographical  position  and  I 
challenge  the  projection  of  a  roid  which  when 
completed  can  interest  so  vitalljf  as  many  great 
commercial  cities,  and  at  the  san|e  time  pos.se88 
every  other  qualification  to  rendulc  it  a  link  in  the 
most  perfect  sy4t4.'m  of  railroads.  .  It  will  be  seen 
that  by  this  robd  it  is  one  hundred  and  ninety 
miles  nearer  froto  New  Orleans  to  Washington  than 
by  the  New  Orltaus  and  Nash vilie road,  and  it  will 
be  further   seeo  that  the  distanoe  from  Mobile 


:1 


'1. 


434 


[■■' 


,5;-.-T7.-s^3»w  -yT7-f^  ;■  n  ..^irz^^»!fVBf»'^IBevf^^.-!'^'y^''Wi' 


AMERICAN    RAILROAD    JOURNAL. 


to  Wasliinguiti  by  this  road,  is  shorter  b  r  several 
hundred  miles  than  by  the  Montgome  y  route. 
We  invite  a  close  examination  of  the  maj)  in  con- 
nection with  this  subject,  and  by.  tracing  a  line 
through  those  important  points,  it  will  beieen  that 
in  point  of  directness  it  very  nearly  apprbxiraates 
an  air  lin*^,  which  will  discourage  all  th<)ughts  of 
competition.  j 

From  the  preceding  statements  which  ire  appa- 
rent from  a  glarice  at  the  map,  it  will  only  be  ne- 
cessary to  call  the  attention  of  the  varionis  cities 
and  railroad  companies  to  the  interest  wfa^cb  they 
have  in  the  completion  of  the  Wills"  VaTley  rail- 
road to  secure  their  most  hearty  cooperation. 

We  learn  that  the  construction  of  this  toad  is  to 
be  commenced  at  once.  It  is  a  work  which  will 
be  regarded  as  indispensible,  so  soon  as  the  Ala- 
bama and  Tennessee  road  .shall.be  comp  eted.  In 
addition  to  a  very  large  prospective  thrmgh  busi- 
ness it  will  traverse  an  excellent  section  ^f  south- 
ern country  capable  of  yielding  a  lucrat  ve  local 
business.  It  will  be  likely  to  be  viewed  ^with  fa- 
vor by  capitalists,  and  we  have  no  doubt  its  secu- 
rities will  find  a  ready  sale,  so  sQon  as  a  sufficient 
amount  shall  be  subscribed  and  expende|l  to  ren- 
der their  safety  unquestioned. 

Plate  DrlviiiK  Wheels. 

The  application  of  the  spoke'  form  to  wooden 
wheels  was  a  necessity  of  the  material,  or  if  we 
reject  the  primitive  wooden  roller,  ther^  is  per- 
haps no  other  form  which  would  answer!  any  tol- 
erable conditions  of  strength  and  lightness.  The 
preservation  of  this  form  in  railway  wheejs,  where 
made  of  cast  iron,  was  made  from  the  fa(|t  that  a 
no  more  suitable  form  had  occurred  to  engineers. 
But  the  practical  talent  of  our  railroad  machinists 
suggested  the  plate  and  the  double  plate  forms  as 
best  adapted  to  the  material  arid  the  service  im- 
posed upon  it.  Bush  &  Lobdell  long  ajgo  com- 
menced the  manufacture  of  plate  wheel^,  and  a 
large  number  of  foundries  in  other  partis  of  the 
country  are  now  applying  the  same  priiciple  of 
form  under  different  modifications.  Thp  advan- 
tages of  the  plate  form  as  compared  With  the 
spoke  form  will  be  shown  in  this  article  tq  be  part- 
ly in  strength,  and  in  a  minimum  of  atmjospheric 
resistance.  The  plate  form  secures  alsoi  a  much 
more  uniform  chill,  as  the  same  thickness  jof  metal 
is  poured  around  the  entire  circumferencci,  so  that 
cooling  goes  on  uniformly  after  pouring  tl^e  metal. 
This  difficulty  of  an  uneven  c^ill  of  tlje  spoke 
wheel  has  led  to  putting  an  extra  amount  of  iron 
in  the  rims,  so  as  to  equalize  the  cooling,  land  also 
to  cool  nearly  in  the  same  time  as  the  h^b,  so  as 
to  avoid  straining  the  rim.  The  spoke  Wheel  is 
also  much  more  difficult  to  be  kept  clejan,  from 
the  combined  disadvantages  of  its -formJ  both  of 
creating  more  flying  dust  and  retaining  itjbetween 
the  spokes.  It  fans  the  track,  and  holds  jhalf  the 
dust  it  creates.  In  March,  1843,  some  experiments 
were  made  at  the  Boston  and  Worcester  railroad 
shops,  to  test  the  comparative  strength  of  the  plate 
wheel  and  of  the  different  spoke  wheels,  j  Many 
founders,  machinists  and  railroad  men  w^re  pres- 
ent. The  test  consisted  in  raising  an  irbn  axle, 
weighing  131  lbs.,  to  different  heights  and;  striking 
the  wheel  fair  on  the  tread.  The  followi;|g  shows 
the  resistance  of  Bush  and  Lobdell's  plat^  wheel, 
33  inches  diameter,  weighing  496  lbs.,  an^  of  the 
strongest  spoke  wheel  tried,  which  was  thjat  of  the 
South  Boston  Iron  Go's.  Their  33  inc^  spoke 
wheel  weighed  523  lbs.;  and  from  its  wjeight  of 
27  lbs.  more  Uuka  oae  of  the  same  diameter  »ad 
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Upon  a  drum  of  27)^  inches  di- 
forming  a  part  of  the  axle,  a  rope  was 


form,  cast  by  Ross  Winans,  their  wheel  stood  a 
slightly  heavier  blow  than  Winan's.  The  spoke 
wheels  from  these  two  makers  stood  the  most  se- 
vere tests  of  any  others  tested. 

Plate. Whtel,  38  inches  diameter,  496  Ihs. 

Received  nine  blows  at  ten  feet  high  each  with- 
out any  effect. 
Strongest  Spoke  Wheel,  33  inches  diameter,  523  lbs. 

1st  blow  at  six  feet  high,  between  spokes,  crack- 
ed the  rim. 

2nd  blow  aftsix  feet,  over  spoke,  no  effect. 

3rd  blow,  at  ten  feet,  over  spoke,  cracked  the 
rim. 

4th  blow,  at  seven  feet,  between  spokes,  no  ef- 
fect. _  J       .     ^^,^.  ,  _   .. 

6th  blow,  at  eight  feet,  between  spokes,  broke 
the  wheel. 

As  we  have  said  this  test  of  the  spoke  wheel 
was  the  most  severe  of  any  applied  to  any  other 
before  breaking,  there  being  eleven  spoke  wheels 
tried,  it  is  easy  to  perceive  the  extraordinary  a- 
mount  of  strength  afforded  by  the  double  plate, 
form. 

Upon  the  resistance  of  plate  wheels  to  the  air, 
the  Railroad  Journal  of  August  4,  1849,  page  485, 
contains  an  account  of  some  experiments  made 
with  wheels  in  England  for  the  purpose  of  ascer- 
taining this  resistance. 

A  wheel  of  the  plate  form,  3  feet  in  diameter, 
was  secured  upon  v  shaft,  revolving  in  bearings, 
and  placed  over  the  mouth  of  an  old  mine  pit  of 
279  feet  deep 
ameter. 

coiled,  and  a  weight,  of  56  lbs.,  attached  so  that 
on  reaching  the  bottom  of  the  pit  it  should  detach 
the  rope  from  the  drum.  After  the  weight  had 
descended  and  the  rope  was  detached,  the  wheel 
made  172  revolutionr.v  The  revolutions  of  two 
spoke  wheels  tested^imder  precisely  the  same  cir- 
cumstances, were  respectively  116  and  126.  The 
spokt  wheel  revolved  46  seconds  after  the  rope 
was  detached,  the  disc  wheel  63  seconds ;  showing 
a  less  resistance  of  the  plate  wheel  of  15  per  cent. 
But  as  these  experiments  were  made  upon  a  sta- 
tionary axle,  and  as  the  speed  of  the  spokes  is  differ- 
ent upon  a  wheel  rolling  the  same  rate  and  num- 
ber of  revolutions  upon  a  track,  the  outer  ends  of 
the  spokes  moving  1^  and  the  inner  ends  8  times 
faster,  and  as  the  resistance  increases  as  the  square 
of  the  velocity,  so  it  was  considered  true  after  find- 
ing the  velocities  upon  a  diagram  fdr  each  poin) 
in  the  spoke,  and  of  each  point  of  the  revolution, 
that  the  average  of  the  squares  of  the  speed  were 
three  times  greater  in  the  case  of  a  rolling  wheel, 
than  with  a  wheel  revolving  upon  a  stationary  axle, 
so  that  the  comparative  excess  of  resistance  of  the 
spoke  wheel  would  be  60  per  cent,  greater  than 
with  the  plate  wheel. 

It  is  from  these  and  other  practical  consider- 
ations that  the  double  plate  form  appears  the 
best  adapted  for  engine  drivers.  The  greater 
strength  of  a  crank  hub  cast  within  a  plate  driver 
and  the  ready  means  for  the  insertion  of  counter- 
balances by  casting  the  required  amount  of  metal 
at  any  point,  indicate  the  plate  form  as  the  best 
every  way.  The  open  spoke  driver  shows  the 
coarsest  and  least  clean  of  any  parts  of  the  en- 
gine. After  the  eye  has  become  accustomed  to 
the  plate  wheel  it  will  be  regarded  as  the  most 
elegant  and  appropriate  of  any  which  can  be  ap- 
plied. 
.' -iti'   «.'.>.  ..^■■-  ....:;  ..  v  ,,    ■\-  ''..i.;f!''r  ■:_'■;>■■■  tf'>--'^r-    .- 


Some  makers  of  chilled  wheels  already  make 
plate  drivers  with  chilled  rims,  but  the  main 
thing  wanted  is  a  center  to  which  a  wrought  or  a 
chilled  tire  can  be  secured  at  pleasure. 

The  application  of  the  plate  wheel  for  cars  has 
become  general  throughout  the  country.  On  the 
Reading  road  the  spoke  wheel  is  retained  from 
the  facility  it  gives  for  "  trigging  "  the  wheels  on 
the  inclines  at  the  mines.  But  the  penalty  of  an 
uneven  tread  is  soon  felt,  as  the  destruction  Cf 
the  chill,  caused  by  sliding,  leaves  the  wheel  to 
wear  in  spots  between  every  spoke,  so  that  the  peri- 
phery of  the  wheel  approximates  to  a  polygon 
with  as  many  sides  as  there  are  spokes. 

If  the  necessity  for  wrought  iron  wheels  is  felt 
for  the  cars  of  the  "lightning  trains,"  now  run 
by  some  roads,  we  believe  a  feasible  and  a  sup- 
erior plate  wheel,  with  removable  tire,  may  be 
manufactured  entirely  by  welding,  so  as  to  avoid 
the  defective  construction  inflicted  by  riviting,  or 
by  the  use  of  cast  iron  hubs,  or  other  imperfect 
attempts  at  a  wrought  iron  wheel.  The  expense 
of  a  good  wrought  wheel  with  a  slip  tire,  would 
be  no  greater  for  a  series  of  years  than  the 
present  expense  of  chilled  car  wheels.  A  wrought 
wheel  with  tire  would  cost  $60,  and  the  tire 
would  require  to  be  renewed  every  two  years,  at 
an  expense  of  S20  for  each  renewal.  The  ])resent 
chilled  wheels  cost  S15  each,  and  must  be  re- 
newed every  year.  So  that  for  ten  years  ten  chill- 
ed wheels  at  S160,  would  be  required  on  each  end 
of  each  axle.  The  wrought  wheel  would  cost  $60 
and  would  require  for  the  same  time  besides  the 
first  tires,  four  additional  tires,  costing  $80,  or 
$140,  in  all.  The  expense  of  turning  and  renew- 
ing tires  would  be  perhaps  something  greater  than 
for  renewing  chilled  wheels,  but  at  any  rate  the 
difference  in  expense  would  be  trifling.  There  is 
no  reason  why  the  wheel  center  will  not  endure 
twenty  or  thirty  years.  The  only  mechanical  de- 
fect in  the  renewal  of  ordinary  wheels  is  the 
waste  of  three  fourths  of  perfectly  sound  material. 
Your  master  mechanic  will  say  that  there  is 
danger  of  bursting  a  tire.  But  the  absurd  plan  of 
stretching  a  tire  bar  half  an  inch  in  length  in  con- 
fining it  to  a  wheel  is  no  criterion  of  the  merits 
of  the  application  of  a  tire.  Carry  the  same 
principle  to  every  bolt,  every  joint, — strain 
the  metal  every-where  where  the  greatest 
strength  should  be  preserved  to  resist  strain,  and 
sufficient  breakages  will  occur  to  relieve  the 
shrunk  tire  from  any  special  charge  of  fatality. 


Hew^  Albany  and  Salem  Railroadt 

The  New  Albany,  Salem  and  Michigan  City  rail- 
road, says  the  Indiana  Sentinel,  is  now  being  push- 
ed forward  with  great  energy.  The  track  layers 
are  continuing  their  operations  north  of  Bedford, 
and  will  reach  Gosport  during  the  present  season. 
The  road  is  completed  from  Michigan  City  to  the 
north  line  of  White  County,  about  30  miles  north 
of  Lafayette.  Another  company  of  track  layers 
have  commenced  at  Crawfordsville,  and  will  reach 
Qreencastle  during  the  present  season.  Tbii)  will 
leave  only  the  connecting  link  of  twenty-five  miles 
between  Gosport  and  Greencastle  to  be  completed. 
We  may,  therefore,  safely  calculate  on  the  com- 
pletion of  this  road  by  an  early  day  next  Spring. 
When  completed,  this  will  be  the  longest  continu- 
ous line  of  railroad  in  the  State,  being  something 
oyer  200  miles  ifttength. 
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Antliraelte  ■•  a  Fnel  for  I^ocomotlTea> 

In  1849,  Geo.  AV.  Whistler,  Jr.,  Esq.,  made  a  re- 
port to  the  President  of  the  Reading  railroad  to 
show  the  relative  economy  of  coal  to  wood  for  lo- 
comotive fuel.  From  his  experiments  with  the 
coal  burning  and  wood  burning  engines  upon  that 
road,  he  deduced  as  the  general  ratio,  one  ton  of 
anthracite  to  1  8-lOth  cords  of  wood,  burning  the 
latter  in  the  Reading  built  engines.  This  remains 
as  the  present  relative  efficiency  of  the  two  kinds 
ot  fuel  on  that  road.  .    •  ■>     :, 

The  principal  item  in  the  excess  of  the  cost  of 
repairs  of  the  coal  engines  is  caused  by  the  des- 
tructive effects  of  the  coal  fire  upon  the  furnace. 
Iron  often  proves  unsound,  and  in  the  case  of  the 
engines  on  the  Heading  road  was  abandoned  for 
the  use  of  copper,  but  the  mechanical  action  pf  the 
particles  of  coal  projected  against  the  copper  sheets 
soon  cut  them  out,  and  rt;udcred  necessary  a  re- 
turn to  the  use  of  iron,  which  was  selected  with 
the  greatest  care. 

The  essentia]  peculiarities  of  the  Baltimore  en- 
gines, enabling  them  to  burn  coal,  were  an  exten- 
sion of  the  grate,  and  of  the  area  of  cross  section 
of  tube  openings,  and  the  variable  exhaust  pipe. 

In  comparing  the  expense  of  burning  anthr.v 
cite  with  wood,  the  expense  of  renewing  furnaces 
had  to  be  taken  into  account  as  forming  the  chief 
difference  in  the  cost  of  repairs. 

The  expense  for  renewing  fire  box  was  stated  as 
S486,  but  deducting  S108  worth  of  old  copper 
saved,  made  the  actual  outlay  $378,  which  ex- 
pense it  appeared  would  be  incurred  every  four- 
teen months,  making  an  expense  of  $324  per  year. 
Deducting  $75  as  the  depreciation  of  a  wood  burn- 
ing furnace  in  the  same  time,  there  is  left  $249 
per  annum  as  the  annual  excess  of  repairs  of  the 
coal  furnace.  The  renewal  of  furnace  required 
7  weeks  detention  of  the  engine. 

The  extra  cost  per  year,  including  all  repairs  of 
furnace,  tubes,  renewal  of  grates,  etc.,  for  the  coal 
engine  was  stated  as  $456  more  than  for  the  wood 
burning  engines.        •   -i      ■    ^.^    i         't.v-. 

There  is  reason  to  believe  that  these  extra  ex- 
penses for  repairs  are  now  considerably  lessened. 
The  furnaces  of  the  Reading  built  engines  are  now 
made  wholly  of  iron  6-16  inch  thick.  The  follow- 
ing facts  furnished  by  Mr.  Nicolls,  superintendent 
of  the  Reading  road  will  give  some  information 
upon  the  practical  duration  and  maintenance  of 
the  coal  burning  engines.  -    - ;  -  .. 

"  The  side  sheets  of  a  locomotive  fhmace  hum- 
ing  coal,  will  last  from  twelve  to  eighteen  months 
and  will  cost  $120  to  renew.  The  other  parts  of 
the  furnace  last  from  6  to  7  years. 

"  The  iron  tubes  last  some  three  years  without 
piecing. 

"  The  grate  bars  weigh  1530  lbs, — per  set — and 
last  8  to  6  months." 

Mr.  Whistler's  report  contained  some  very  use- 
ful suggestions  upon  the  manner  of  working  the 
steam, and  regulating  the  draught  for  coal  engines, 
and  a>«  these  suggestions  will  »pply  with  the  same 
relevancy  to  the  present  plan  and  operation  of  en- 
gine, it  is  well  to  present  them  here.  '  ' 

"  The  use  of  the  cut-off  on  coal  engines  has  a 
more  important  bearing  on  the  economy  of  fuel 
than  the  same  arrangement  upon  a  wood  burning 
engine,  and  for  these  reasons :  when  the  coal  en- 
gines are  worlced  upon  the  full  stroke,  the  exhaust 
is  very  strong,  and  the  draught  through  the  fire 


proportionally  increased ;  this  soon  produces  an 
exceedingly  hot  lire,  and  every  fresh  supply  of 
coals  thrown  upon  it  at  once  crumbles  and  com- 
pacts upon  the  grate,  offering  an  increased  resist- 
ance to  the  passage  of  air  through  its  mass,  while 
less  perfect  combustion-  results,  and  much  of  the 
finer  coal  upon  the  surface,  is  carried  through  the 
tubes  and  wasted.  { 

This  "cuUing-up"  of  the  fire,  as  it  is  termed, -a* ill 
take  place  when  necessity  requires  thatthe  engine 
should  be  worked  upon  the  full  stroke,  and  for  this 
reason  the  cut-ofl'  becomes  indispensable  to  a  good 
coal  burning  engine. 

"  The  first  effect  produced  by  a  change  from 
the  full  stroke  to  the  cut-off  is  that  of  lessening 
the  draught  through  the  fire,  by  the  moderated 
exhaust  in  the  stack;  evj4)oration  then  goes  on 
more  slowly  in  the  boiler,  and  would  reduce  the 
pressure  of  steam  necessary  to  working  on  the 
cut-off,  were  there  no  means  of  again  increasing 
the  intensity  of  the  draught.  The  variable  exhaust 
however,  furnishes  this  with  facility,  and  evapo- 
ration again  becomes  rapid,  though  with  much 
less  disturbance  to  the  fire.  All  these  considera- 
tiona  were  well  understood  at  the  time  the  Balti- 
more coal  engines  were  being  constructed  and  the 
necessity  for  cylinders  even  of  a  greater  diameter 
than  16^2  inches,  in  anticipi|ion  of  an  adhesion  of 
only  twenty-three  tons,  was  urged  by  the  builder, 
but  not  allowed  by  the  engineer  of  the  Reading 
railroad.  This  restriction  together  with  the  in- 
creased weight  of  the  engine,  beyond  that  antici- 
pated, has  impaired  the  beneficial  effects  of  the 
cut-ofi'on  the  Baltimore  coal  engines,  to  such  an 
extent,  that  economy  in  the  consumption  of  steam 
and  more  quiet  combustion  of  coal  is  almost  coun- 
teracted by  the  rapid  evaporation  required  by  the 
small  cylinders.  I  would  not  be  understood  by 
this  to  controvert  the  received  truth,  that  the  same 
quantities  of  heat  will  evaporate  equal  quantities 
of  water,  under  all  pressures ;  for  so  far  as  this 
question  alone  is  considered,  mere  size  of  cylin- 
ders, could  have  no  effect  in  increasing  or  dimin- 
ishing the  quantity  of  fuel  consumed ;  but  for  the 
practical  difiiculties  just  stated,  and  the  fact  that 
for  higher  pressures,  higher  temperatures  are  re- 
quired, and  therefore  radiation  from  all  parts  of 
the  boiler  must  take  place  to  a  greater  extent 
a  larger  expenditure  of  fuel  will  result.  To  this 
loss,  there  must  also  be  added,  that  caused  by 
leaking,  which  is  in  direct  proportion  to  the  pres- 
sure, and  when  it  is  required  to  carry  steam  very 
high,  self  preservation  teaches  men  to  keep  the 
boiler  blowing  off  all  of  the  time,  as  the  only  sure- 
ty that  steam  is  not  made  too  fast.  ;.,  ,.    ;-;|: 

"  When  the  Baltimore  engines  are  worked  on 
the  full  stroke,  they  make  an  abundance  of  steam 
with  seven  inches  area  of  blast-pipe,  though  the 
effect  upon  the  flre  is  to  "  cul  it  up,"  as  explained  ; 
but  when  working  on  the  cut-off,  the  area  of  blast- 
pipe  requi^s  to  be  so  reduced  that  much  of  the  ill 
effects  on  the  full  stroke  are  felt,  and  the  resist- 
ance due  to  the  blast  pipe  is  also  greatly  increased, 
for  the  area  may  be  reduced  to  2)^  inches.  No 
betterproof  of  the  inadequacy  of  the  cut-ofl  alone 
to  insure  economy  with  the  present  size  of  cylinders 
can  be  offered  than  the  fact,  that  except  where  at- 
tention has  been  paid  by  the  engineman  to  the 
variable  exhaust,  the  economy  due  to  the  cut  off 
has  not  resulted  from  its  use.    *    *    ♦    ♦ 

"  It  it  quite  practicable  to  substitute  cylinders 


18  inches  in  diameter,  on  the  Baltiinore  coal  en- 
gines, in  place  of  the  16)4  inches,; and  then  the 
consumption  of  cpal  to  wood,  in  ajll  probability, 
would  bear  than  proportion  which  experience 
proves  attainable!,  viz  :  one  ton  of  Anthracite  coal 
to  two  cords  of  wtood.'"  j 

Since  the  repoift  of  Mr.  WhistlerJ  the  cylinders 
of  the  Reading  ahd  of  the  Baltimoil|e  built  engines 
have  been  enlarged  to  18  and  to  191  inches  in  dia- 
meter. The  present  class  of  engines  building  at 
the  Reading  Rail^-oad  company's  sloops  are  upoa 
MillhoUand's  pla^  of  boiler.  His  patent,  granted 
Feb.  17th  1852,  blaims  the  cfmhhia/wn  of  a  blank 
grate  (or  grate  having  no  openings  Ifor  air  at  the 
front  and  sides),!  with  a combustio^  chamber,  or 
gas  Aamber,  which  is  inserted  liki  a  smoke-box 
in  the  center  of  tpe  length  of  the  biiler.  This  gas 
chamber  is  securj^-d  in  its  place  bot|i  by  the  sup- 
port afforded  by  the  tubes,  and  byjstay  bolts,  ami 
is  surrounded  qy  water.  The  tpbcs  extending 
from  the  fire-bdx  to  this  chamber,  are,  in  the 
Reading  engines]  about  4>^  feet  loijg,  and  3  in^is 
in  diameter  ;  thtj  tubes  extending  T"IU  this  cham- 
ber to  the  smok^-box  are  8  feet  lofg  and  2  inches 
in  diameter.  An  opening,  surrouniied  by  a  water 
space,  is  made  at  the  bottom  of  t,hf  gas  chamber 
and  is  covered  by  a  door  when"  ^ifce  engine  is  at 
work.  Some  of  the  stays  in  thi*  chamber  are 
hollow  to  admit  i  supply  of  air,  besides  that  enter-! 
ing  through  the  grate. 

We  are  not  inf)rmed  as  to  theiMonomy  attend-; 
the  use  of  this  anangcment.  The  4»nly  point  upon: 
which  its  value  tests  is  if  the  combuslion  of  tboj 
coal  and  gases  is  but  partially  tofupleted  in  thej 
furnace,  under  o -dinary  draughts.  '  The  operation 
of  this  arrangement  should  prove  the  nature  and 
extent  of  combu  stion  with  commoji  boilers.  The 
gas  chamber  must  possess  the  qisadvautage  of 
breaking  up  the  draught  midway;  of  the  boiler, 
and  if  combusti(  >n  is  already  perfect  in  the  fur- 
nace, (which  is  I  relieved  by  many  Experienced  me- 
chanical enginee  rs  to  be  the  case),  then  the  air 
entering  the  gaslchamber  through  'the  stays  must 
impair  the  draught  or  reduce  the  i^ecessary  blast- 
area.  There  arA  four  tube  sheets  insti-ad  of  two, 
although  from  the  tubes  being  soi  short  there  ia 
less  liability  of  iheir  leaking.        1  ■ 

The  general  p  Ian  of  these  enginqs  is  as  follows. 
:  Outside  conne  cted,  horizontal  c}iindcrs,  18  inch- 
es in  diameter,  20  inch  stroke  ;  sii  drivers  ha\in^ 
chilled  rims  4(  inches  diameter^  and  a  pair  of 
smaller  leading  wheels  under  front  end  of  engine. 
The  furnace  is  e  stended  so  as  to  Have  all  the  av- 
ailable surface.  |  There  is  about  26  square  feet  of 
grate  area.  Thfe  tubes  are  as  described  above, 
the  length  of  gas  chamber  being  two  feet.  1000 
square  feet  of  tdbe  and  furnace  heating  surface. 
The  furnace  grates  are  not  made  4>  as  to  be  move- 
able when  upon  the  r6ad.  The  f<ied  water  is  in- 
jected around  the  passage  leading:  up  to  the  gas 
chamber.  The  water  space  around  the  pas.sage, 
being  below  th*  action  of  the  Seating  surface, 
collects  and  retiins  all  of  the  seaiment  received 
into  the  boiler.     Boiler  48  inches  jdiameter. 

There  are  twi  steam  domes,  with  pipes  leading 
from  each  to  a  (Rouble  poppit,  equilibrium  throttle 
valve.  The  valve  motion  is  that  of  a  stationary 
box  link,  of  ca$t  iron.  The  variable  exhaust  is 
obtained  by  a  cbne  placed  in  the  exhausting  noz- 
zle, and  worked  by  a  handle  on  the  foot  board. 
The  exhaust  noezle  is  near  the  bottom  of  smoke- 
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box,  and  projecls  the  steam  iuto  a  vertical 
"  draught  pipe  "  exteuding  upwards  to  altove  the 
base  of  the  chimney,  so  that  the  effect  of  jthe  ex- 
haust is  exerted  chiefly  at  the  bottoni  of  the 
smoke-bnx,  and  is  partly  equalized  by  the  action  of 
a  very  high  column  of  steam,  reachingi  to  the 
chimney  lop. 

The  frames  of  the  engines  are  extremely  heavy, 
being  solid,  i}-^  inches  wide  or  top,  and  4j  inches 
deep.  They  extend  only  from  the  forward  side  of 
the  fire-box  to  the  forward  end  of  engine.  They 
have  the  pedestals  and  braces  welded  on,  ahd  each 
side,  of  about  17  feet  in  length,  weighs  16pO  lbs, 
or  3300  lbs,  together.  j 

The  draw  iron  is  very  heavy  and  reJichep  fi|pm 
the  tender,  under  the  furnace,  and  to  a  gift  con- 
necting the  frames,  beneath  the  middle  lof  the 
length  of  the  boiler  ;  so  that  the  engine;  works 
around  its  own  center  on  a  curve,  and  is  uoconfin- 
ed  at  each  end.  ^ 

The  spark  arresters  for  these  engines  are  pecu- 
Iiar,^lmd  deserve  a  description.  The  straight 
cliimney  has  a  flaring  top,  over  which  is  sedured  a 
flat  topped  conical  cap,  or  truncated  coi^e,  the 
sides  of  which  are  of  best  plate  iron,  and  fhe  top 
grated  with  bars  ^  inch  thick,  laid  edgeways, 
and  ^  inch  apart.  The  inclined  sides  of  tJ^e  cap 
are  perforated  with  rectangular  openings! of  ^ 
inch  by  ^  inch,  in  such  a  manner  that  th^  iron 
is  cut  through  on  but  three  sides  of  the  opening, 
leaving  the  chip  to  adhere  by  one  of  its  longest  ed. 
ges,  and  to  be  bent  straight  down,  so  as  to  all^w  the 
smoke  to  riise  vertically.  The  sparks  arb  pro- 
jected against  the  back  sides  of  these  little  jpieces 
and  are,  in  consequence,  thrown  down  around 
the  pipe.  As  mai^y  of  these  openings  ai!e  cut 
through  the  cap  as  can  be  made  without  cutting 
away  too  much  of  the  strength  of  the  iron.  Which 
latter  has  to  be  of  the  best  quality. 

By  the  last  report  of  the  Reading  road  t^irenty- 
six  of  these  engines  were  burning  coal  successfully 
and  economically.  Mr.  Millholland  is  biiildiug 
ten  additional  burthen  engines  this  year,  all  of 
which  will  be  upon  his  plan  of  boiler. 


Northern  N.  T.  Railroad. 

The  Boston  Courier  states  thaf  at  a  meeting  of 
the  board  of  directors  of  the  Northern  (New  Vork) 
railroad  corporation,  held  in  that  city  yesterday, 
the  following  named  gentlemen  resigned :  M(es8rs. 
T.  P.  Chandler,  B.  G.  Baldwin,  Benjamin  Shaver, 
Isaac  Spalding  and  Faruham  Pliimmer.  :  And 
Messrs.  George  N.  Seymour,  Henry  Van  Rebssel- 
ear,  Cbas.  J.  Ueudee,  John  A.  Conant  and  Jfildw'd 
Crane  were  elected  to  fill  the  vacancies. 

The  board,  as  now  constituted,  is  composted  of 
tbe  following  gentlemen :  Messrs.  W.  Raytnond 
Lee,  Henry  M.  Holbiook,  J.  C.  JRogers,  Isaac!  Liv- 
ermore,  Edward  Crane  and  C.  J.  Hendee  of:B(>s- 
ton  ;  John  A.  Conant,  of  Vermont;  J.  H.  Titps,  J. 
L.  Russell,  Hiiam  Morton,  Sydney  Lawrence,jGeo. 
N.  Seymour  and  Henry  Van  Rensselear,  of  iNew 
York.  I 

W.  Raymond  Lee  was  elected  President. 
It  is  understood  that  this  construction  of  the 
board  was  the  result  of  entirely  harmonious  aption 
on  the  part  of  all  parties  in  interest,  and  that  ar- 
rangements have  been  made  to  settle,  in  a  i^tis- 
factory  manner,  many  questions  which  have  4ere- 
tofore  been  a  cause  of  trouble  and  embarrassipent 
in  tbe  affairs  of  this  corporation. 


Jourual  of  Hail<  oad  limvf, 

COLE  COUNTY  CIRCUIT  COURT  (MISSOURI.) 

Jefferson,  vs  Price. — This  is  a  cause  in  which 
plaintiff  lately  applied  to  Judge  Miller  of  the  cir- 
cuit court  for  an  injunction,  to  restrain  the  con- 
tractor of  the  Cole  county  section  of  the  Pacjflc 
railroad  from  throwing  upon  the  land  of  the  for- 
mer waste  from  the  tunnel  now  being  cut  through 
the  Morean  Hill.  In  addition  to  the  injunction 
prayed  for,  the  plaintiff  claims  damages  for  the  al- 
leged trespass,  consisting  in  the  covering  his  land 
withJ,he  earth  taken  from  the  hill.  Two  days  were 
occupied  in  the  argument  of  the  application  for  an 
injunction.  It  was  admitted  that  the  railroad  com- 
pany had  the  right  to  take  a  tract  100  feet  wide, 
for  the  purposes  of  their  road,  but  denied  that 
they  had  the  right  to  deposit  earth  on  the  lands 
adjoining. 

The  defendants  answered  that  the  charter  of 
the  company  authorised  them  to  take  tracts  of 
such  greater  width  as  might  be  necessary  for  the 
road  in  case  of  excavations.  In  the  place  in  ques- 
tion, the  engineer  requires  a  tract  800  feet  long 
and  600  feet  wide.  He  had  ordered  the  land  in 
question  to  be  staked  out,  thatproceedings  should 
be  instituted  for  its  due  appropriation  by  the  Co. 
according  to  law.  The  width  of  the  land  necessa- 
ry for  the  road  vari#  with  the  nature  of  the 
ground.  On  a  level  100  feet  are  all  that  is  required. 
But  a  greater  width  is  necessary  where  there  is 
occasion  for  heavy  cutting,  filling  and  tunnel- 
ing. 

It  was  next  insisted  by  the  plaintiff  that  by  the 
constitution  of  Misso'iri,  private  property  could 
not  be  taken  without  making  due  compensation  to 
its  owner. 

Tite  defendant's  counsel  replied  that  their  pro- 
ceedings in  regard  to  the  plaintiff's  land  were  mere- 
ly incipient.  Taking  another's  land,  implied  an 
absolute  appropriation  thereof, — such  as  had  not 
occurred  in  the  present  case.  The  plaintiffs  title 
to  his  land  was  not  affected  by  what  bad  been 
done ;  and  the  defendants  were  entitled  to  a  rea- 
sonable time  for  the  purpose  of  having  the  land 
duly  appraised  and  paid  for.  Should  the  railroad 
company  be  guilty  of  any  unreasonable  delay,  in 
respect  to  these  matters  they  might  justly  be 
deemed  trespa^ers  from  the  beginning,  and  held 
accountable  as  such  for  damages.  The  company 
had  done  what  they  could  to  have  the  land  legally 
condemned,  but  their  line  was  not  yet  fully  locat- 
ed, and  as  to  such  portions  as  had  been  located, 
the  engineers  were  fully  employed. 

It  was  also  suggested — with  doubtfVil  logic — 
that  railroad  companies  employed  in  works  of 
public  utility  are  possessed  of  extraordinary  priv- 
ileges. 

The  court  refused  the  injunction. 
It  will  be  observed  that   this  decision  does  not 
affect  tbe  plaintiffs  claim  for  damages  which  is  still 
undecided. 


Confidence  is  also  shaken  in  all  tbe  pend- 
ing injunctions  against  the  city  railroads,  by  the 
decision  of  Judge  Edmonds  on  Saturday,  upon 
dissolving  the  provisional  Injunction  in  the  case  of 
the  Mayor  &c.,  and  Russ  and  Reail.  By  the  an- 
nexed extract  it  will  be  seen,  that  the  Judge 
holds  that  all  iujunctions  of  the  nature  in 
qqestion  must  be  issued  upon  the  application  of 
the  Attorney  General. 

^"  But  this  aspect  of  case  controls  my  decision. 
In  the  year  1830,  because  Chancellor  Kent  in  the 
case  of  the  Attorney  General  vs.  T/ic  Utica  Insur- 
ance Company,  2  John,  Chancery  reports,  877,  re- 
fused to  allow  the  application  of  the  powerful  cor- 
rective of  an  injunction  to  a  corporation  under  the 
circumstances  of  that  case,  the  Legislature  passed 
a  law,  a  section  of  which  reads.  "  Upon  a  civil 
action  b<'ing  "  commenced  by  th  Attorney  General 
in  the  Supreme  Court,  it  shall  have  |«ower  to  re- 
strain by  injunction  any  cor|)oralion  from  aMsuniing 
or  exercising  any  franchise,  liberty  or  privilege,  or 
transacting  any  business  not  allowed  in  the  char- 
ter o(  such  corporation,  and  in  the  same  manner 
restraining  any  individuals  from  exerci^ing corpo- 
rate rights  and  not  granted  to  them  by  any  law  of 
the  State." 


RAILROADS    IN    CITIES. 

While  Judges  and  lawyers  have  been  for  several 
weeks  gravely  inquiring  whether  the  city  rail- 
roads are  nuisances,  the  people  have  promptly 
decided  that  point  for  themselves  by  foi-saking, 
when  they  can,  the  omnibus  for  the  railroad  and 
the  Third  avenue  cars  have  commenced  running, 
while  Judge  Duer  is  deliberating  and  ptobably 
riding  to  and  fi-om  the  City  Hall  every  day  in 
vehicles  whose  legality  is  doubted. 


This  was  a  wise  law  which  has  been  overlooked 
by  my  brethem.  It  gives  me  ample  remedy, 
which  it  is  only  necessary  to  seek  in  the  manner 
prescribed  within  it. 

In  respect  to  the  Broadway  rail  case,  Pal- 
mer  and  Davis  against  Sharp  and  others,  its  pre- 
sent aspect  may  be  seen  from  the  following  state, 
ment  of  the  points  relied  on  by  the  respective 
Counsel  of  the  parties.  . '} 

It  was  uiged  by  Mr.  Field,  for  the  grantees. 
1st.  That  the  plaintiflfe  failed  in  establishing 
their  title  in  Broadway.  The  weight  of  evidence 
placed  in  the  corporation.  There  was  nothing  to 
sustain  the  title  but  the  presumptio^n  from  the  exist- 
ence of  the  highway.  The  origin  of  that  presump- 
tion is  inapplicable  to  our  circumstances,  as  is 
shown  in  the  decisions  of  the  courts  of  this  state 
upon  this  point. — Broadway,  below  Vesey  street, 
was  opened  by  the  Dutch.  It  passed  through  the 
land  of  the  corporation  from  Vesey  to  Duane 
street.  The  land  from  Duane  to  Amity  belonged 
to  the  sovereign ;  from  Amity  street  upwards. — 
the  fee  of  tbe  land  was  by  legislative  act  vested  in 
the   city. 

2nd.  There  is  a  preponderance  of  testimony 
showing  that  the  road  would  be  advantageous  to 
the  city,  for  the  following  reasons. 

1st.  Relief  to  Broadway,  which  is  now  over- 
crowded. 
2d'  No  racing.  / 

3d.  Easier  riding. 
4th.  Quicker  riding.  - 
5th.  Cheaper  riding. 

Besides,  rails  are  no  injury  if  laid  flush  with 
the  pavement.  The  cars  are  no  injury,  because 
(1)  fewer  in  number,  (2)  occupying  less  space, 
than  stages  (3)  moveing  in   a  right  line.        vv,., 

8.  It  is  objected  that  the  resolution  contains  a 
contract  for  cleaning  the  streets,  and  such  a  con- 
tract can  only  be  made  by  the  Street  Department. 
The  answerhere  is,  thtt  the  provision  app.iesonly  to 
contracts,  to  be  paid  for  out  of  the  public  treasury, 
not  to  privileges  granted  on  condition  of  doing 
certain  things  connected  with  the  privilege,  e.  g. 
to  pave  or  make  sidewalks,  or  set  telegraph  poles 
or  dig  sewers. 

4th .  There  is  no  evidence  of  corruption  on  the 
part  of  the  Common  CouuciL      \ 
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Judge  Duer,  duiing  Mr.  Field's  argument  raihei; 
In  auspiciously,  as  regards  hisprospect  of  success  in 
the  Superior  Court,  desired  him  to  discuss  these 
two  points  of  law,   viz  : 

1st.  Whether  the  corporation  can  make  a  grant 
which  operates  as  a  monopoly  of  the  use  of  the 
street. 

2d.  Whether  any  municipal  legislature  can 
make  a  contract  to  hold  for  ten  years,  which  shall 
deprive  h  future  municipal  legislature  of  its  legis- 
lative powers  over  the  subject  matter  of  such  con- 
tract. 

Upon  the  first  point  suggested,  Mr.  Field  con- 
tended that  the  grant  was  no  monopoly ;  that  he 
had  been  introducing  evidence  for  several  days  to 
prove  it  not  to  be  such  ;  that  when  the  uses  of  the 
grant  interfered  with  the  rights  of  others,  the 
court  could  interfere  by  injunction. 
^  Judge  replied — That  this  point  turned  upon  a 
sound  judicial  construction  of  the  resolution  crea- 
ting the  grant. 

Upon  the  second  point,  Mr.  Field  denied  the 
grant  to  be  a  contract,  affiirming  that  the  grant 
was  rcpcalable  at  any  subse(iuent  time  ;  that  it 
was  not  void  ab  initio,  but  voidable  at  the  action 
of  the  corporation,  citing  the  Brick  Church  case 
as  an  instance  of  the  repeal  of  an  ordinance, 
vesting  certain  privileges  of  burial  ;  and  that  if 
the  corporation  could  make  no  manner  of  engage- 
ment, its  corporate  existance  wouid  be  useless. 

The  judge  replied — That  where  charters  and 
ordinances  had  been  amended  or  repealed,  a  re- 
servation was  contained  in  them  which  sanctioned 
such  avoidance. 

In  his  closing  argument  for  the  plaintififs,  Mr. 
Wood  prefaced  by  stating  that  he  adopted  the  ne- 
gative of  the  points  suggested  by  the  judge,  and 
would  rely  upon  them  in  the  courts  above,  if  ne- 
cessary. 

H"  then  proceeded  to  urge — 

Ist.  That  the  grant  interfered  illegally  with 
Broadway,  if  the  projected  railroad  encroach  upon 
the  rights  of  adjacent  owners,  or  interferes  with 
the  mode  of  use  which  the  public  make  of  Broad- 
way, the  two  classes  of  plaintiff  mentioned  in  the 
complaint  are  injured,  and  for  this  injury  the  re- 
medy sought  is  appropriate.  .   > 

What  is  Broadway  7  An  ancient  highway;  and 
this  fact  is  to  be  judicially  taken  notice  of.  Pri- 
ma facie  adjacent  owners  have  the  fee  in  the 
street.  Case  of  John  and  Cherry  streets,  19  Wend. 
669;  11  Barbour  452.  Deeds  granting  land  bor- 
dering on  roads  and  streets  have  been  liberally 
construed.  Upon  the  abaudonment  of  a  highway 
there  is  a  reverter  to  the  adjacent  proprietors. 

2nd.  It  has  been  contended  that  Dongan's  char- 
ter of  1686  grants  the  streets  to  the  city  of  New 
York.  This  is  true  in  one  sense.  But  the  grant  of 
a  street  is  not  a  grant  of  the  fee.  Chancellor  Kent, 
in  his  edition  of  the  Charters  of  New  York,  in  a 
note  to  page  16,  writes,  "  a  grant  was  likewise 
made  of  all  the  existing  streets,  lanes,  highways, 
and  alleys,  within  the  city  for  the  ase  of  the  cor- 
poration and  inkabilants ;  and  with  power  to  the 
corporation  to  establish,  make,  layout*  amend  and 
repair  all  streets,  highways,  alleys,  lanes  and  wa- 
ter courses,  ferries  and  bridges,  necessary  and 
cotfvenieut  for  the  inhabitants."  The  chancellor's 
language  clearly  expresses  that  he  considered  the 
mere  use  alone  to  be  vested  in  the  city. 
'  yVot  Mi&  iiiLQ  o{  the  argument  suppose  this  a 


mistaken  view.  Still,  though  the  fee  be  in  the 
public,  the  adjacent  owners  have  a  right  to  use  the 
street  for  certain  purposes.  A  mandamus  would 
he  granted,  to  command  the  authorities  to  allow 
the  construction  of  a  vault.  1  Ser.  and  Eawle, 
219. 

The  puolic  also  have  rights  which  cannot  be  ta- 
ken away.  The  authorities  may  prescribe  the 
manner  of  use.  The  public  travel  upon  Broadway 
cannot  be  obstructed. 

3d.  The  resolution  authorising  the  Broadway 
railroad  is  a  mere  grant. 

The  Common  Council  passed  the  resolution  and 
the  grantees  accepted  the  offer  which  it  embod- 
ied. The  Common  Council  may  be  called  the  le- 
^lature  of  the  city.  But  there  are  two  kinds  of 
legislation.  1st.  Legislation  proper.  2d.  A  grant 
clothed  in  legislative  garment  for  convenience. 
The  present  act  belongs  to  the  second  class  of  le- 
gislation. This  subject  was  discussed  in  two  cas- 
es, which  I  will  give  the  court  at  auother  stage  of 
this  argument.  ] 

The  attention  of  the  court  was  called  to  a  de- 
bate in  Parliament,  between  earl  of  Chatham  and 
Lord  Mansfield.  The  latter  contended  that  Par- 
liament could  pass  any  law,  and  therefore  one  tax- 
ing America.  Ou  the  other  hand,  the  Earl  of 
Chatham  thought  that  a  certain  class  of  laws  could 
not  be  passed,  without  a  representation  of  the  par- 
sons upon  whom  it  was  to  act.  Which  was  right, 
very  few  persons  in  this  country,  at  least,  will  now 
doubt. 

The  resolution  before  the  court  granted  both  a 
franchise  and  property. 

The  rails  of  the  road  will  take  more  than  twelve 
feet  of  the  'cream'  of  the  street,  besides  what  may 
be  taken  by  the  projection  of  the  cars  over  the 
rails.  This  grant  conveys  an  easement;  but  one 
which  can,  ex  necessitate,  be  enjoyed  by  the  gran- 
tees alone.  The  right  to  run  cars  and  take  toll  is 
a  franchise. 

The  grant  is  administrative,  and  requires  the 
consent  of  the  Mayor.  1- 

.jThe  Municipal  legislature  was  not  sovereign,  but 
subject  to  judicial  control,  especially  when  grant- 
ing a  franchise. 

The  legislature  of  a  stale  is  not  subject  to  judi- 
cial control.  But  this  is  because  of  the  sovereign- 
ty of  that  body,  from  the  nature  of  the  case,  prop- 
ter dignittaem.  It  is  better  to  submit  to  the  er- 
rors of  the  state  legislature  than  to  subject  it  to 
such  control.  The  courts  however,  control  legis- 
latures in  this  country,  sub  mode,  when  they  have 
passed  unconstitutional  laws,  by  pronouncing  such 
laws  void.  Such  is  not  a  direct  judicial  interposi- 
tion, but  it  is  exercisable  only  when  a  question  of 
pioperty  or  liberty  is  brought  before  the  judicia- 
ry. Neither  a  writ  of  prohibition,  mandamus,  or 
injunction  would  be  issued  against  the  legisla- 
ture. 

But  the  petty  Common  Oonncil  partakes  of  none 
of  the  qualifications  of  a  sovereign  legislature.  The 
counsel  had  many  decisions  where  the  writs  of 
mandamus,  prohibition,  and  quo  warranto  had 
been  issued,  but  their  very  numbers  made  him 
conclude  that  it  was  not  respectful  to  submit 
them. 

Christopher,  vs.  the  Mayor  and  others,  2  Bar- 
bour, and  Lawrence,  vs.  the  Mayor  and  others,  3 
Barboua^  were  cited  in' support  of  these  positions. 

In  ooncloikion,  the  at^jacent  owners  on  Broad- 
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way,  have  extffcisfd  their  righti*  from  lime  nmne- 
morial;  they  lave  vested  right!  in  the  premises 
which  cannot  be  interfered  with,  and  any  obstruc- 
tion to  these  r^hts  is  a  nuisanc^.  A  m^re  alley- 
way will  be  Ifeft  on  each  side  of  the  track,  over 
which  sixty -ofte  cars  are  continqally  to  pass.  And 
this  is  to  take  place  just  after  Broadway  has  be- 
come a  business  street,  abouncBng  in  stores  and 
hotels  requiring  appropriate  Vehicles.  If  the  cars 
drive  out  other  vehicles,  then  tl»e  grant  is  a  mon- 
opoly. The  corporation  if  not  bribed  to  make  this 
grant,  have,  it  spurning  better  offers,  recklessly 
abused  their  tjrust,  and  that  with  the  c<rflu8ion  of 
the  grantees,  j  ij  i 

The  court  ^ill  take  time  to  ifecide  the  quertion. 


For  the  Anri<rric»»  Railroad  Jnarnal. 
littconiotlve  Trial  Trip 

We  have  been  furnished  by  J|r.  H.  L.  Ma  tine, 
Superintendent  of  the  Machine  Shop  at  Scranton, 
with  the  result  of  an  experiment  made  on  the  18th 
ult.,  upon  the  Delaware,  Lackawanna  and  Western 
railroad,  whi<jh  seems  to  challenge  the  world  for 
its  equal  in  the  capacity  and  draught  of  locomo- 
tive engines : 

"  The  Ontairio  is  a  ten  wheel  fcngine,  six  drivers, 
four  feet  six  inches  in  diameter,  connected  ;  cylin- 
ders 17  inches  in  diameter,  24  In.  stroke  ;  manu- 
factured by  Eogers,  Ketchum  (S|.  Grosvenor,  Pat«r< 
eon,  N.  J. 

lbs. 
50,500 
17,700 


Weight  on  drivers . 
•'      triucks . 


Total  wdight  of  engine . . 
Weight  of  teilder  with  wood  add  water. 


68,200 
40,400 


Weight  Of  engine  and  tender 108,600 

or  64  tons  60D. 

The  Wyaldsing  is  a  10  wheel  engine,  six  drivers 
4  feet  6  inch^  in  diameter,  c(]nnected ;  cylinders 
seventeen  inches  diameter,  24  ihch  stroke  ;  manu- 


factured 
N.J. 


by  I  Danforth,  Cook: 


Weight  on  diHvers . 
"     tracks  . 


Total  weight  of  engine . 


&>  Co.,  Paterson, 


lbs. 

48.200 

17,600 


6.5.800 


Weight  of  teilder,  wood  and  witter 40,400 

Weight  of  engine  and  tender 106,200 

or  53  tons  2(K). 

Eirst  experiment  was  made  With  train  composed 

of  100  four  ^irheel  cars  of  coal,  whose  gross  weight 

...796  tons,  1100 
...300    "        100 


was 

Deduct  weigiht  cars . 


Total  wfeight  of  coal. .  .... 496  tons,  1000 

The  Ontario,  T.  Duncan,  ei^gineer,  I.  T.  Puter- 
baugh,  condtictor,  attached  to:  the  above  train  at 
Tunkhannock  station  and  started  up  a  grade  of  21 
feet  in  the  mile,  at  the  rate  of  5  miles  an  hour  for 
one  mile,  and  came  to  a  stand  on  a  reverse  curve; 
cut  off  9  cart,  leaving  91  carj,  weight  725  tons, 
with  which  fehe  went  to  Hopbotiom  Station  at  the 
rate  of  7  miles  per  hour,  the  ^ade  continuing  the 
same.  I 

The  Wyalbsing,  John  Warrea,  engineer,  A.  Hant, 
conductor,  «'as  then  attached  to  the  whole  train 
of  100  cars,  at  10  o'clock  28  minutes,  and  arrived 
at  Oakley's  Station  at  10.55.  making  the  ran  up  a 
grade  of  2l  feet,  through  continuous  curves  of 
about  one  thousand  feet  radiqB,  at  four  miles  {>er 
hour. 


iT,-— '^-^rr^-Tf- 


i*s 
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The  Ontario  again  attached  to  the  sami ;  train  of 
one  hundred  cars  at  Oakley's,  and  drew  jbhe  train 
at  the  rate  of  six  miles  an  hour,  under  |  circum- 
stances similar  to  the  Wyalusing,  grade  add  curves 
continuing  the  same.  ! 

At  New  Milford,  another  100  cars  of  coal  were 
added  to  the  train,  making  a  train  of  200  cars,  2,- 
652  long,  or  over  half  a  mile.      ]    . 
Total  weight  of  train,  including 

engine,  tender,  &,c 1 ,663    tops,    400 

Deduct  weight  of  engine,  tender 

and  cars 656      '\      1300 


Total  weight  of  coal 997    to  is,  1100 

The  Ontario,  attached  to  above  train,  started 
the  whole  train  on  a  level,  out  of  a*  switch,  both 
ends  of  the  train  being  on  a  curve  at  t  tie  same 
time.  The  trip  was  made  from  New  Mi  Iford  to 
Great  Bend,  a  distance  of  six  miles,  in  30ininutes, 
being  at  the  rate  of  12  miles  an  hour,  overcoming 
in  the  distance  a  grade  of  15  ft.  to  the  iiile,  for 
about  3,4  of  a  mile." 

We  also  have  the  result  of  a  similar  tria^  of  en- 
gines, made  in  May  last,  on  the  New  Yirk  and 
Erie  and  Cayuga  and  Susquehanna  railroads : 

Engine  No.  25,  on  the  New  York  and  EHe  rail- 
road, hauled  from  Great  Bend  to  Bingharapton,  a 
distance  of  fifteen  miles,  in  one  hour,  one  hundred 
coal  cars,  containing  each  five  tons  gross  ofjanthra- 
cite  coal,  and  ninety-two  of  the  same  laden  cars, 
with  four  other  cars  heavily  freighted  witq  bridge 
timber,  were  taken  on  to  Owego,  a  ftirtier  dis- 
tance of  22  miles.  | 

It  must  be  borne  in  mind  that  each  cbal  car 
weighs  three  tons,  making  each  loaded  j  car  to 
weigh  8  tons,  gross  weight. 

AtOwego  the  ten-wheel  engine  "Tunkhainock," 
built  by  the  firm  of  Rogers,  Ketdium  and  Gros- 
venor,  took  one  hundred  cars  of  anthracitje  coal, 
containing  five  hundredand  two  tons  gross  bf  coal, 
weighed  and  hauled  over  the  Cayuga  and  qusque- 
hanna  railroad  to  Ithica,  thirty-five  miltjs,  at  a 
speed  of  nine  miles  per  hour,  and  without  k  single 
accident  or  slipping  o#wheels  upon  the  whQletrip. 
lOmilesof  the  distance  ju-e  over  an  ascending  grade 
of  21  feet  to  the  mile,  and  two  thousand  ^'ct  on 
an  ascending  grade  of  30  feet  to  the  mile 

Lackawanna. 


Economic  Iiimlt  of  Speed. 

Of  all  the  members  which  compose  thd  ^reat 
body  of  the  railway,  the  locomotive  is  probably  the 
nearest  .perfected.  No  signal  improvement^  have 
been  made  upon  it  for  several  years,  nor  (ire  we 
aware  that  any  expectations  are  had  of  esseptialiy 
altering  its  structure  so  as  to  make  it  to  i|  great 
extent,  more  perfect  than  now.  Its  great  jpoints 
were  the  multflue  boiler,  the  blast  pipe,  tte  ex- 
pansion valve,  and  the  close  ash  pan.  Th^y  are 
still  the  most  important  among  its  arrangepients. 
There  are,  still,  useful  and  economical  appli(|ations 
and  improved  modes  of  working,  which  ari  well 
understood  on  some  roads,  but  which  are  not  gen- 
erally applied.  | 

The  capabilities  of  the  locomotive  upon  coWnon 
roads  seem  however  to  be  well  known.  Tpat  it 
will  draw  fifty  times  its  own  weight,  on  a  lelvel,  is 
known  ;  that  it  will  move  at  the  rate  of  60]  miles 
per  hour  we  have  daily  evidence.  From  k  cer- 
tain relation  which  its  principles  present,  wie  are 
not  led  to  expect,  that  for  ordinary  purposesi these 
results  will  be  sensibly  exceeded.  | 

60  far,  then,  as  its  actual  capacity  will  go, 

:•'-.-.;-■  ■■■■    --::.  1    •■■ 
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are  reasons  for  believing  that  capacity  is  now  known 
and  realized ;  but  its  efffective  capacity  may  yet  be 
very' much  increased  by  diminishing  the  resist- 
ances with  which  it  is  called  to  encounter.  The 
essentials  to  high  speed,  a  level,  firm,  continuous, 
straight  road,  a  double  track,  a  safe  system  of 
signals,  and  a  regular  and  fixed  arrangement  for 
despatching  trains,  so  that  their  arrival  at  any 
point  can  be  accurately  calculated ;  are  yet  a- 
waiting  a  general  application. 

The  principle  of  continuity  for  a  railroad,  is  of 
itself  a  very  important  one.  The  early  tracks  were 
laid  with  rails  of  cast  iron,  three  feet  in  length. 

These  were  very  quickly  changed,  when  the  rail- 
way came  to  be  tested,  by  thesubstitntion  of  wro't 
iron  rails,  of  from  15  feet  to  18  feet  in  length,  "niis 
limit  of  length,  was  that  indicated  by  the  ability 
of  the  rolling  mill,  and  was  accepted  by  railroads 
as  the  best  that  could  be  had.  But  the  same  im- 
perfections existed  as  with  a  three  feet  rail,  only 
to  a  less  extent,  and  these  imperfections  still  pre- 
sent a  serious  obstacle  to  the  economical  mainte- 
nance of  high  speeds.  And  they  show  that  the  at- 
tainment of  speed  lies  more  with  the  directors  and 
road-master,  than  with  the  engine  man. 

One  thing  which  unfits  a  road  for  high  passen- 
ger speeds,  is  the  unnecessary  speed  of  heavy  fre't 
trains.  The  freight  engine  as  generally  adopted, 
is  fitted  for  a  passenger  engine  more  than  for  any 
other  business.  The  freight  engine  should  be  dis- 
tinctive and  peculiar,  adapted  for  the  most  effi- 
cient and  economical  speed ;  the  passenger  engine 
should  be  adapted  for  the  quickest  speed  allowed 
by  the  condition  of  the  road.  Freight  does  not 
possess  a  continually  accumulating  value,  it  has  a 
fixed  value — indeiiendent  of  fluctuations  in  mar- 
kets— and  when  consumed,  its  value  is  destroyed. 
The  detention  of  freight  ui)on  trains  need  not  af- 
fect the  business  connected  with  its  purchase  and 
sale  ;  in  other  words  it  need  not  be  made  as  so 
much  capital  lying  idle.  With  human  beings,  the 
case  is  different.  Time  spent  in  travelling,  is  time 
wasted  for  business  pun)Ose8. 

The  necessity  exists  for  the  highest  speed  for 
passengers,  provided  it  be  safe.  Let  any  line  show 
by  a  u.sual  practice,  that  they  can  carry  passen- 
gers one  hundred  miles  jier  hour,  and  so  soon  as 
this  fact  is  established,  this  speed  will  be  a  neces- 
sary condition  on  all  important  roads.  If  a  man's 
time  is  worth  one  dollar  an  hour  to  him,  and  the 
charge  of  fare  for  an  hour's  ride  of  forty  miles  is 
one  dollar,  he  sjiends  two  dollars  for  the  end  of 
being  moved.  If  he  can  be  moved  the  same  dis- 
tance for  the  same  fare  in  h«lf  that  time,  the  ex- 
pense is  reduced  26  per  cent. 

The  primitive  and  imperfect  character  of  the 
railroad  has  been  retained  up  to  the  present  time, 
and  now,  more  than  at  any  previous  time  does  its 
business  demand  its  improvement. 

With  this  imperfection  in  general  existence  upon 
most  railroads,  it  seems  that  new  roads  should 
turn  their  attention,  in  season,  to  the  merits  of 
the  "  continuous  rail,"  with  a  view  to  its  adop- 
tion. The  saving  which  they  will  realize  in  a  les- 
sened depreciation  of  rolling  stock  and  road  bed 
would  no  doubt  warrant  its  general  introduction. 
To  test  it  fully,  an  entire  line  should  be  laid  with 
it,  and  the  expenses  of  repairs  ascertained.  The 
rail  possesses  3^  principle  of  perfection,  and  should 
be  allowed  to  develope  that  principle.     R  promis- 


Nempltls  Con'rention— Paclfle   Railroad* 

Below  we  give  the  substance  of  remarks  made 
by  General  M.  Hunt,  of  Texas,  upon  the  resolu- 
tions offered  by  Hon.  Jbhn  Moore,  of  Louisiana, 
which  were  as  follows : 

Resolved,  That  the  construction  of  a  railroad  di- 
rect from  the  Mississippi  river  to  the  Pacific  ocean 
will  be  one  of  the  most  effectual  and  practical 
means  of  promoting  and  securing  to  the  southern 
and  western  states  a  due  share  of  the  commerce 
of  the  U.  States. 

Resolved,  That  Corgress  has  the  power  to  make 
a  liberal  grant  of  the  public  lands  to  aid  in  the 
construction  of  said  railroads  under  the  conditions 
heretofore  stipulated  in  like  grants  for  the  carry- 
ing of  the  mails  and  transporting  the  troops  and 
property  of  the  U.  States.  •    •"'» 

Gen.  Hunt  moved  a  reference  of  these  rCBoTn- 
tious  to  a  committee  composed  of  one  person  for 
each  state  represented,  and  accompanied  his  mo- 
tion by  the  following  remarks : 

The  gentleman  from  Louisiana,  Judge  Moore, 
had  made  reference  in  his  address  to  the  Sonth- 
Western  railroad  from  the  Mississippi  river  to  the 
Pacific  ocean  as  necessarily  having  to  pass  through 
Texas,  and  that  a  grant  of  land  would  probablv 
be  made  by  that  state  to  the  "part  of  the  road 
which  would  pass  through  its  limits,  he  availed 
himself  of  the  occasion  to  state  that  Texas  had  al- 
ready made  the  grant — that  the  Texas  Central 
railroad  was  chartered  in  1852.  It  was  to  com- 
mence, in  the  city  of  Galveston — that  the  company 
had  the  right  to  construct  its  main  trunk  to  any 
part  of  Red  river,  in  the  limits  of  Texas,  and  make 
and  maintain  as  many  branch  roads  as  they  might 
deem  expedient — that  the  state  of  Texas  had  do- 
nated eight  sections  of  land  of  640  acres  each,  a- 
mounting  in  the  aggregate  to  6,120  acres  per  mile 
to  the  trunk  road  and  the  branches,  that  the  com- 
pany may  make,  and  that  the  charter  was  perpet- 
ual. 

The  concentration  of  the  several  projected  roads 
from  the  important  points  on  the  Mississippi  river 
of  St.  Louis,  Cairo,  Memphis,  and  Gaine's  Landing 
at  or  near  Fulton,  and  of  the  Vicksburg,  Shreves- 
port.  and  Texas,  and  the  New  Orleans,  Opelousas, 
and  Shrevesport  road  at  Shrevesport,  had  induced 
the  Texas  Central  railroad  company,  to  run  its 
main  trunk  to  Red  river  near  Fulton,  and  to  make 
a  branch  from  there  to  San  Francisco,  or  to  San 
Diego. 

The  Government  of  the  United  States  grants  to 
any  railroad  company  the  right  of  way  through 
any  of  its  public  domain  with  an  appropriation  of 
an  adequate  strip  of  land  for  the  railroad  bed. 

The  Hon.  Robert  J.  Walker  has  in  his  posses- 
sion the  written  authority  of  13  gentlemen  of 
great  respectability  in  California  to  allow  their 
names  to  be  used  as  officers  and  directors  for  the 
construction  of  roads  from  San  Fra-,cisco  and  San 
Diego  to  the  Colorado  of  the  west,  near  the  mouth 
of  the  Gila  and  of  the  South-eastern  boundary  of 
California. 

These  roads  from  San  Diego  and  San  Francisco 
are  to  meet  and  unite  with  the  Great  Texas  Cent, 
railway,  after  it  passes  through  New  Mexico,  at  or 
near  the  mouth  of  the  Gila  into  the  Colorado  of 
the  west. 

The  road,  however,  from  the  Colorado  of  the 
west  although  it  is  intended  to  be  a  continuation 
of  the  Great  Texas  Central  railroad  virill  be  under 
the  government  of  officers  and  directors  who  are 
citizens  of  California,  as  the  general  railroad  law 
of  California,  requires  that  the  directors  of  all  rail- 
roads within  its  limits,  shall  be  citizens  of  that 
state. 

It  will  bfi  thus  seen  that  the  Great  Texas  Cent, 
railroad  company  has  already  made  its  connections 
to  construct  its  road  to  San  Francisco  or  San  Die- 
go or  to  both.  It  is  understood  that  Col.  John  C. 
Hays,  is  to  be  the  president  of  the  continnatioh  of 
the  road  from  the  western  boundary  of  New  Mex- 
ico to  San  Francisco  and  San  Diego. 

The  poiut  at  which  the  road  is  to  cross  the  Rio 
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expected  to  be  at  or  near  El   Pjiso  Del   Norte,  or 
Albuquerque. 

The  report  of  the  engineers  now  making  recon- 
Doisances  from  the  Red  river  to  the  Pacific  will  de- 
termin  -  the  company  in  this  respect. 

As  President  of  the  Texas  Central  railroad,  and 
of  which  the  Hon.  Robt.  J.  Walker  is  vice  presi- 
dent, I  can  say  that  any  propositions  which  may 
be  made  by  the  coraijanies  of  St.  Louis,  Cairo, 
Memphis,  Little  Rock,  Gaines'  Landing,  Vicksburg 
and  New  Orleans  roads  pointing  in  the  direction  of 
Texas,  whether  near  Fulton  or  Shrevesport,  or 
farther  west,  will  be  received  with  the  greatest 
consideration  and  respect. 

Gen.  Hunt  contimied  his  remarks  by  saying  that 

the  government  of  the  United  States  had  donated 

six  sections  of  land  per  mile  to  a  road  from  Cairo 
to  Fulton — 6  sections  of  land  per  mile  for  a  road 
from  St.  Louis  to  intersect  with  the  Cairo  and  Ful- 
ton road — six  sections  of  land  per  mile  to  a  road 
from  somb  point ol  the Mississippijriver,  (probably 
this,)  on  the  eastern  border  of  the  state  of  Arkan- 
sas to  intersect  the  Cairo  and  Fulton  road.  So  it 
seems  that  congress  has  already  actually  made  ap- 
propriations for  three  roads  from  the  Mississippi 
river  concentrating  in  one  road,  which  is  to  termi- 
nate at  or  near  Fulton  in  a  direct  route  to  the  Pa- 
cific ocean.  The  question,  he  said,  seemed  to  have 
been  settled  as  to  the  points  at  which  the  govern- 
ment of  the  United  States  had  determined  to  aid 
roads  on  the  South- Western  route  from  the  Missis- 
sippi river.  Three  points  had  been  designated, 
and  appropriations  of  six  sections  of  land  of  640 
acres  each,  to  all  of  them,  had  been  donated  by 
the  United  States.  It  appeared  to  him  that  the 
western  border  of  Arkansas  and  the  northern  part 
of  Texas,  on  the  Red  river  was  the  proper  point 
for  the  trunk  of  the  Pacific  road,  to  commencqrat, 
and  that  the  Texas  Central  railroad  afforded  the 
various  local  roads  which  are  to  terminate  in  the 
valley  of  the  Red  river  that  trunk. 

All  experience,  he  said,  had  shown  that  private 
entery)rises  were  infinitely  more  successful  in  the 
accomplishment  of  great  internal  improvements  in 
the  U.  S.  that  when  any  of  the  several  States  of 
the  Union  had  undertaken  them,  and  he  believed 
that  it  would  be  better  for  private  enterprise  to 
undertake  the  Trunk  of  the  Pacific  road,  than  for 
the  United  States  government  to  do  so.  There 
was  an  abundance  of  capital  in  the  United  States 
to  make  the  road  to  the  Pacific  ocean.  The  Tex- 
as Central  railroad  company  would  be  grateful  to 
the  United  States  for  donations  of  land  along  its 
whole  route. 

Propositions  had  already  been  made  to  con- 
struct the  Texas  Central  railroad,  without  solicit- 
ations on  the  part  of  the  company,  and  proposi- 
tions are  now  under  consideration,  and  negotia- 
tions in  progress  to  construct  it. 

Gen.  Hunt  concluded  his  remarks  by  saying 
that  it  would  afford  thg  Texas  Central  R.  R.  Co., 
the  greatest  satisfaction,  to  have  the  St.  Louis, 
Cairo,  Memphis,  Gaines'  Landing,  Vicksburg,  Lit- 
tle Rock,  and  New  Orleans  railroad  companies  in- 
terested and  associated  with  them  in  constructing 
their  road  from  the  valley  of  the  Red  river  to  the 
Pacific  ocean.  <--.r-    ;    ".i>. 

In  Convention,  third  day,  the  resolutions  of  Judge 
Moore  being  under  consideration. 
Gen.  Hunt  of  Texas  said  he  did  not  rise  to  op- 
pose the  resolution  ;  that  he  was  willing  for  this 
and  all  the  other  resolutions  which  had  just  been 
offered  by  the  enlightened  committee  to  be  also 
adopted  ;  that  he  would  be  anxious  for  'he  govern- 
ment of  the  U.  S.  to  construct  the  road  as  recom- 
mended by  the  committee,  if  the  enterprise  was 
beyond  the  reach  of  an  individual  cor|K)ration  or 
corporations  But  he  did  not  so  consider  it.  Re- 
peated efforts  had  been  made  in  congress  to  induce 
the  government  of  the  United  States  to  undertake 
the  construction  of  the  road,  or  \o  vot«>  ample 
means  'or  the  purpose,  all  of  which  had  been  re- 
iected  by  congress.  He  begged  leave  to  repeat  in 
substance,  in  part,  what  he  had  said  on  yesterday, 
as  the  committee  of  two  delegates  from  each  state 
repreMQted  in  the  coaventioa  were  abwQt  in  their 


deliberations  at  the  time  of  his  remarks  when  the 
honorable  gentlemen  from  Louisiana,.judge  Moore, 
made  reference  to  the  necessity  of  the  passage  of 
a  road  from  the  Mississippi  river  to  California, 
through  the  territory  of  the  State  of  Texas,  and 
expressed  the  belief  that  Texas  would  grant  land 
to  such  road,  he  had  said  to  the  convention  that 
there  had  already  been  granted  to  the  Texas  Ceti- 
tral  railroad  company  a  charter  to  pass  with  a 
road  through'^the  whole  extent  of  the  state,  with  a 
grant  of  eight  sections  of  land  of  640  acres  each, 
to  every  mile  of  road  that  might  be  constructed 
by  the  company  within  the  limits  of  the  state,  he 
also  described  the  route  contemplated  by  that 
main  trunk  road  to  Red  river,  and  the  course  of 

its  branch  road  from  Red  river  within    the  limits 

of  Texas,  and  through  New  Mexico  and  California 
in  the  direction  of  San  Francisco  and  San  Diego. 
He  alluded  to  the  readiness  with  which  the  Tex- 
as Cent.  R.  R.  Co.   would  listen  to,  and  entertain 
with   the     greatest    consideration,     propositions 
from  the  St.  Lonis,  Cairo,  Memphis,  Little  Rock, 
Gaines'  Landing,  Vicksburg  and  New  Orleans  com- 
panies,— whose   roads   point  towards    Texa.s,    in 
their  course  for  California — to  become  interested, 
and  unfte   with  them  in   constructing  the  great 
road  from  the  valley  of  the  Mississippi,  on  the  Red 
river,  in  Texas,  to  the  Pacific  ocean,  and  said  that 
it  was  a  source  of  high  gratification  to  him,  to  no- 
tice in  the  resolution  of  the  committee  this  morn- 
ing, that  the  valley  and  not  the  Mississippi  river 
itself,  was   proposed  as  the  starting  point  for  the 
main  trunk  road.  He  had  also  stated  on  yesterday 
that  there  was  ample  indi\idual  capital  in  the  U. 
States,  or  that  capital  could    be  negotiated  for  in 
the  United  States  to  back  the  great  enterprise  and 
carry  it  through,  without  appealing  to  the  govern- 
ment of  the  United  States  to  construct  and  own 
the  road. 

If,  continued  Gen.  Hunt,  we  are  to  invoke  the 
aid  of  the  Government  of  the  United  States  in  the 
construction  of  the  road,  let  it  be  by  asking  liberal 
donations  of  the  public  domain,  and  the  loan  of 
its  credit  in  endorsing,  or  guaranteeing  the  pay- 
ment of  certain  amounts  of  the  bonds  of  the  com- 
pany, and  give  the  Government  liens  on  the  lauds 
granted,  and  the  road  itself  for  their  Indemnity 
againstloss.  This  it  appeared  to  him  would  be  bet- 
te  r  policy  than  to  ask  the  Government  to  adopt  some 
plan  for  the  building  of  the  roads  to  California, 
and  these  repeated  efforts  have  resulted  in  as 
many  repeated  failures. 

Let  us,  therefore,  he  said,  undertake  the  work 
by  private  enterprise,  and  if  we  cannot  obtain 
the  lands  or  the  loan  of  credit  which  will  be  solici- 
ted from  the  Government  of  the  United  States,  let 
us  ask  the  States  interested  in  the  construction  of 
the  South-western  road  to  the  Pacific  Ocean,  to 
loan  us  their  credit  to  limited  amounts  each,  and 
take  liens  on  the  lands  granted,  and  the  road  it- 
self, for  indemnity.  Suppose  that  each  ol  the 
States  represented  in  this  convention  was  to 
loan  its  credit  to  the  Texas  Central  Rail- 
road Company,  for  one  thousand  dollars  each 
per  mile  of  road  from  Red  river  to  the  Pacific 
Ocean,  or  even  half  that  amount,  ($500  per  mile) 
and  his  word  for  it,  said  Gen.  H.,  we  will  be  en- 
abled to  carry  you  to  San  Diego  or  San  Francisco 
from  this  city  in  ten  years  from  this  date,  in  a 
run  of  from  three  to  five  days.  And  to  accom- 
plish this  desirable  object  let  all  the  companies 
who  have  in  contemplation  the  construction  of 
roads  to  the  valley  of  the  Mississippi  or  Red  river, 
unite  and  become  interested  with  the  Texas  Cen- 
tral Railroad  Company  and  the  energies,  the  tal- 
lent,  the  wealth  and  the  influence  of  those  who 
compose  them,  combined  cannot,  fail  to  speedily 
consummate  the  great  work  so  much  desired  by  us 
all.  Yes,  sir,  said  Gen.  Hunt,  let  all  the  valley  of 
the  mighty  MississipjH,  from  St.  Louis,  to  New 
Orleans  along  the  Gulf  of  Mexico  to  Galveston  and 
Brazos  Santiago  be  united  and  arouse  themselves 
to  action.  Let  us  make  a  long  pull  a  strong  pull 
and  a  pull  altogether,  at  St.  Louis,  Cario,  Mem- 
phis, QaineaC  Landing,  Vicksburgh,  Natchez,  New 
Orleans  and  Galveston,  and  in  the  whole  of  the 
interreningcoantry  between  and  oar  utmost  wiibcs 


must  and  will  be  speedily  consummat|Mi  by  private 
enterprise.  i  j 

As  he  had  remarked,  said  Gen.  Hit  he  should 
not  oppose  the  passage  of  the  resolution  proposed 
by  the  committee,  jand  whilst  he  believed  Con- 
gress would  vote  ilands  to  a  trunki  and  branch 
roads  passing  in  t>e  direction  of  Qilifornia,  he 
did  not  expect  tl>e  Government  of  the  United 
States  would  ever^  either  own  or"  Undertake  to 
make  of  itself,  a  railroad  or  railijoads  across 
the  continent  to  CfcHfornia.  ; 

The  estimate  o^  my  esteemed  and  enlightened 
friend,  Mr.  Smeadfes,  of  Mississippi,  which  you 
have  just  heard,  niakes  the  income  Jrom  a  road 
from  here  to  the  Pkic=fic  Ocean  (at  »200  each,  for 
passengers,)  one  hundred  millions  <<f  dollars  i»er 
annum,  if  only  tUc  same  inimber  pftss  over  the 

road  which  are'  notv  annually   passing  to  the  same 
places  across  the  dontinent  south  of.  the  limits  of 
the    United    States.        In      additicb     to     these 
passengers,  I  will  fcdd  as   only    on*    iU-m,    that 
as  soon  as  the  road  is  consiructed ,   a  double  track 
will  be  required  ^r  the   transpart^tion  of  coal, 
alone  to  propel  the  steamers  which   Kill  ht>  iK'ces- 
sary  for  commercial  and  passenger  Imrposes  from    I 
our  shores  on  the  |>acific  to  the  greats  East.     That 
fiom  China,  and  the  numerous  othe^  countries  in 
the  East,  including,  probably,  at  noi  disUnt  day, 
Japan,  it  was  impossible  to  comjmt^  the  immense    j 
commerce  which  Would,  as  by  magic,   be   thrown 
into  our  lap,  and   also  through  our  territory,  to 
Europe.     That  after  the  first  road  c4»mmence<i   its 
regular  business,  jt  would  not  be  te^  years   there-   , 
afler  before  it  would   probably   b«  necessary   to 
build  ten  double  track  roads  from  tMe  valley  of  the 
Mississippi,  on  Rid  River,  to  the  l*«cific  ocean. 

In  reference  to  the  cost  of  the  roid  to  the  Paci-  '■ 
fie  Ocean  from  the  valley  of  the  ttississippi,  on  j 
the  Red  river,  to  the  Pacific  Ocean  jand  the  inabil- 
ity  of  private  enterprise  to  afford  it,  he  would 
state  that  from  the  best  sources  of  tuformation  he 
had  been  able  to  consult,  that  the  dost  would  not 
exceed  from  seventy-five  to  one  bu|)dred  millions 
of  dollar*.  Col.  Abert,  Chief  of  tht  United  States 
Topographical  Corps,  has  officially  estimated  the 
cost  of  a  railroad  fiom  the  Missis-sippi  Uy  San  Die- 
go  at  eighty-five  millions  of  dollar*.  From  Red  ' 
river  it  will  be  several  millions  le^.  The  road  i 
can  be  built  from  the  valley  of  thq  Mississippi  to 
San  Diego  or  San  Francisco,  for  less  than  forty 
millions  in  cash,  including  rnnning  stock,  depots, 
and  depot  buildings,  by  appropriating  part  stock 
and  part  bonds  by  the  company  In  payment  to 
the  contractors.  If  such  a  a  road  ♦rould  derive  an 
income  from  the  passengers  alone  ♦f  one  hundred 
millions  of  dollars  per  annum,  as  had  been  sug- 
gested by  Mr.  Smeades,  or  tvtyj  ihalfthat  sum, 
there  would  be  much  less  difficulty  in  obtaining 
the  cai)ital  necessary  for  the  cons|,niction  of  the 
road  than  gentlemen  seem  to  antidipate.  In  his 
opinion  it  was  unnecessary  to  solicit  the  Govern- 
ment of  the  Dtiited  States  to  con»U(ucl  the  nad,  if 
that  solicitation  is  based  on  the  oj|)ini<)n  that  pri- 
vate enterprise  cannot  consummaMI  it  with  the  do- 
nations of  lands  now  granted,  and  wliich  will  doubt- 
less be  granted  to  the  Texas  CeuUiJ  railroad  com- 
pany- I    •  .    ■-"         -  ■■\'\  .  j 


Oblo  and  Penaaylvanla  Railroad. 

The  iron  has  arrived,  the  cross  ties  are  mostly 
on  the  ground,  and  every  preparation  made  to  put 
down  the  second  track  between  this  city  and  Se- 
wickley.  This  Will  add  greatly  to  (the  convenience 
and  facilities  of  this  end  of  the  'road,  which  is 
crowded  with  business. 

We  are  glad  to  learn,  that  the  ra»d  is  now  doing 
an  excellent  business,  all  its  trains  running  full. 
The  freight  business  is  rather  dull;  but  the  fall  bu- 
siness will  soon  tommeuce,  and  wjll  doubtless  bo 
heavy.  ! 

A  cash  dividehd  of  Z}4  per  c*t,  for  the  last. 
si.x  months,  willbe  declared  on  th^;  1st  of  July, — 
which  will  be  the  commencement  lof  future  rt-gu- 
lar  cash  dividends  of  from  7  to  1%  jkt  cent.  As 
the  road  is  only  just  completed,  tHe  fact  of  its  be- 
ing able  to  pay  ft  dividend  equal  jto  7  per  ct.  per 
annum  from  its  eaminga,  ia  evidence  of  the  excel-' 
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stock  and  Honey  Marke 

There  has  been  very  little  doing  in  Vail  street 
Ihe  past  week.  The  preparation  for  ttje  ordinary 
payments  on  the  first  of  the  month,  and  for  the 
Fourth,  as  a  necessary  consequence,  checked  all 
operations,  that  had  not  a  particular  reference  to 
these  days.  During  the  present  week  transactions 
havB  been  very  much  limited  by  the  continued 
absence  of  a  large  number  of  o,ur  business  men. 

In  the  stock  market  but  little  is  doing.  The 
tendency  of  the /rt/tczVi- is  downward.  [There  ap- 
pears to  be  no  disposition  to  speculate  iii  anything 
but  a  few  low  priced  Mining  stocks.  The  demand 
for  first  class  securities  continues  fair,  ajid  the  pi  i- 
ces  of  these  are  well  sustained.  Monejl  is  abun- 
dant, with  every  indication  of  continuing  so  thro' 
the  hot  season,  owing  to  a  general  indisposition  to 
enter  upon  new  contracts  until  the  end  o  f  the  Fall 
business. 

It  wa.s  annoimced,  on  Thursday  last,  that  Mr. 
T.  J.  Townsheiid,  treasurer  of  the  Erfe  r^lroad, 
had  resigned. 

The  election  of  the  Central  railroad  of  this  state 
held  at  Albany,  resulted  in  the  choice  of  the  fol- 
lowing directors :  Erastus  Corning,  Jo  in  V.  L. 
Pruyn,  and  E.  C.  Melutosh,  Albany ;  Rus  sell  Sage, 
Troy;  Alonzo  C.  Paige,  Schenectady;  Bavid  Wa- 
ger, Utica;  Horace  White  and  J.  Wilkinson,  Syra^ 
cuse  ;  J.  H.  Chedell,  Auburn;  H.  B.  Gibson,  Can- 
andaigua;  Joseph  Field,  and  A.  Boody  Roches- 
ter; Dean  Richmond,  Buffalo. 

At  the  annual  mooting  of  the  Hartfori,  Provi- 
dence and  Fishkill  railroad  company  held  at  Ston- 
ington  on  the  27th  ult.,  the  old  directors iwere  re- 
elected. The  earnings  from  operations  of^  road 
were  for  the   year  ending  1st  June, 

1853 $69,620  52 

Tear  ending  Ist  June,  1862 6),110  04 

The  aim  lal  report  was  ordered  to  be  printed 
for  the  use  of  stockholders.  The  work  oc  the  ex- 
lension  is  progressing  favorably,  and  is  exi»ected  to 
oe  opened  for  travel  in  the  course  of  the  present 
year. 

A  meeting  of  the  stockholders  of  the  Thiladcl- 
phia,  Wilmington  and  Baltimore  railroad  vasheld 
»t  Wilmington,  June  30.  It  was  voted  alraos^  una- 
nimously to  accept  the  act  of  the  legisUttire  of 
Maryland,  granting  the  company  the  right  tobuild 
the  bridge  over  the  Sus<iuehanna,  and  in  irder  to 
raise  the  necessary  funds,  it  was  voted  t^  adopt 
the  plan  suggested  by  the  directors  in  the;  r  circu- 
jar,  of  creating  new  stock  atS40per  share. 

The  earnings  of  the  Now  Haven  Railroad  Com- 
pany for  the  month  of  June,  1868,  amouited  to 
B69,738  80,  against  S56  546  13  for  the  same  month 
;n  1852,  showing  an  increase  of  S4,192  67.' 

The  receipts  of  the  Milwaukie  and  Mississippi 
Hailroad  Company  during  the  month  of  Juie,  1863 
:imounted  to  §18,563  17,  showing  an  increabe  over 
those  for  May  of  about  $4,000.  j 

.^  The  receipts  of  the  Erie  railroad  for  JunJB  show 
B  fair  gain  upon  those  of  June  1862 
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N.H, 


They  were . 


,  $362 


748  90 


June  1852 1 312J367  08 

Increase .,.. ..  $60,381  82 


(I 
Vt. 


Mass. 


K 
II 


R.  I. 

<i 

Conn. 


Atlantic  and  St.  Lawrence.  . .  Maine. 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland, 

Boston,  Concord  and  Montreal 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence. . . . 

Nashua  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  Passumpsic. . 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

V^ermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  branch 

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton. .. 

Norfolk  County 

Old  Colony 

Taunton  Branch 

Vermont  and  Massachusetts. . 

Worcester  and  Nashua 

Western 

Stonington 

Providence  and  Worcester. . . 

Canal 

Hartford  and  New  Haven 

Housatonic 

Hartford,  Prov.  and  Fishkill . . 
New  London,  Wil.  and  Palmer 

New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

.\lbany  and  Schenectady 

Buffalo  and  New  York  City. . 
Buffalo,  Corning  and  N.  York. 

Buffalo  and  Rockester 

Buftalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  and  Elmira 

Cayuga  and  Susquehanna 

Erie,  (New  York  and  Erie). . . 

Hudson  River 

Harlem 

Long  Islfllhd 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Rochester  and  Syracuse 

Rutland  and  Washington 

Saratoga  and  Washington .... 

Syracuse  and  Utica 

Troy  and  Rutland 

Troy  and  Boston 

Utica  and  Schenectady 

Watertown  and  Rome 

Camden  and  Amboy 

.Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley 

Erie  and  North  East 

Harrisburgh  and  Lanca-ster. . . 
Philadelphia  and  Reading. . . . 
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II 

N.  Y. 


II 
II 
i< 
11 


II 
N.J. 


Perm, 


160 
66 
72 
51 
20 
93 
36 
54 
82 
24 
15 
47 
26 
61 
120 
117 
47 
51 
24 
28 
83 
63 
69 
28 
62 
76 
42 
66 
20 
26 
46 
12 
77 

45 

155 
50 
40 
45 
62 

110 
50 
66 

61 

62 
65 
64 
17 
91 
132 
76 
69 
60 
47 
36 
464 
144 
130 
96 
118 
35 
184 
60 
41 
63 
32 
39 
78 
96 
66 
46 
31 
63 
56 
20 
36 
95 
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s. 

I 
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1,417,587 

809.378 

876,.  11 

1,365,500 

227,981 

1,649,270 

1,486,000 

2,078,625 

3,016,634 

717,543 

600,000 


1,097,600 
2,435,328 
8,500,000 
1,600,000 
392,000 


3,000,000 
005,300 
800,000 
123,884 
291,200 
622,000 
none. 
720,900 


£  S 

•  §'53 


o 
H 


none. 


1,880,000 
4,076,974 
3,160,.390 
4,500,000 

421,295 
1,591,100 
2,850,000 
1,050,000 
3,540,000 

600,000 

647,015 
1,964,070 

250,000 
2,140,636 
1,134,000 

5,150,000 


1,457,500 


3,000,000 


558,861 

2,902,460 

926,000 

750,500 

2,121,110 

1,000,000 

900.000 


1,825,000 
879,636 


426.509 

687,000 

9,612,995 

3,740,615 

4,726,250 

1,875,148 

1,678,311 

360,000 

6,132,990 

860,000 

899,800 

2,400,000 

237,690 

430,936 

4,124,000 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

783,960 


550,000 
1,964,588 
3,600,000 


700,000 


160,000 

390,000 

426,000 

171,800 

193,500 

500,000 

none. 

l(t),000 

none. 

819,743 

282,300 

none. 

1,001,500 
171,210 

5.319,620 


300,000 


472,000 


800,000 

,641,000 

440,000 
650,000 
701,600 
685,301 
,550,000 


184,903 
872,000 


582,400 
400,0(X) 


4,649,392 
1,994,429 
2,180,000 
1,469,384 
In  progres 
2,540,217 
1,486,000 
3,002,094 


651,214 
1,400,000 

673,500 
1,746,516 


12,000,000 
1,500,000 


1,995,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,633,673 

520,475 
1,245,927 
2,293,534 

307,136 
3,203,333 
1,321,946 
9,953,769 


1,731.498 


2,500,000 
In  progres 

1,511,111 

4,825,937 


1,380,610 
2,596,488 
1,774,584 
2,550,500 

In  progres 
2,415,014 
1,921,270 

In  progres 
987,627 
1,070,786 


24,003,865| '11,301,806 
7,046,39510,527,651 


977,463 
616,246 
2,780,760 
201,500 
700,123 
400,000 
940,000 
126,000 
100,000 
700,000 
none 
660,000 


128,000 

476,000 

1,500,000 

13,000 


688,061 


6,102,935 
2,446,391 
4,933,029 

607,803 
6,016,778 
1,250,000 
1,832,945 
2,661,477 

329,577 
1,043,357 
4,093,273 
1,693,711 
4,327,4^''' 
1,220,325 
3,245,720 
2,379,880 
1,265,143 

760,000 
1,609,494 


6,666,332|10,427,800jl7,141,987 


*3 
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200,233 
131,006 
133,338 
208,669 
15,694 
150,538 
305,806 
287,768 
328,782 


132,645 


324,790 


Leased  to 
Recently 


388,108 
659,001 
429,484 
758,819 

60,743 
229,004 
488,793 
229,446 
574,574 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1.339.873 


253,690 


600,408 
329,041 


114,410 
814,714 


Recently 
267,561 
296,112 

Recently 


619,976 
RecentlJ^ 


76,760 

74,241 

3,537,766 

1,063,659 

681,445 

205,068 

435,846 

90,616 

988,366 

Recentlv 

173,646 

616,918 

Recently 

Recentlv 

l,029,m 

226,152 

1,388,385 

140,154 

603,942 

260,899 

118,617 

Recently 

200,249 

2,480,626 


c 
£  . 

55 


r- 1 

a 
> 


none 
none 
none 
6 
none 
79,659  none 
141,83610 
55,266j  6 
163,075   6 

I  6>^ 

61,6131  8 

none 

none 

none 

none 


166,340 


the  Vt.  C 
opened. 


130,881 

338,215 

212,625 

331,296 

30,056 

72,028 

241,017 

99,589 

232,787 

43,950 

23,415 

101,510 

24,399 

18,648 

66,900 

682,195 


139,514 


332,223 
168,902 


443,993 


opened 
116,966 
164,448 

opened. 


415,323 
opened 


39,360 

23,490 

1,691,623 

338,783 

324,494 

44,070 

176,123 

43,609 

649,824 

oj)ened. 

135,017 

376,025 

opened. 

opened. 

724,770 

116,706 

478,413 

80,351 

816,269 

124,740 

76,890 

opened. 

106,932 
1,261,987 


ent. 

none 

none 

^y2 

7 
6 

7 

2}4 
6  " 


8 

6 

7>^ 

none 

none 

8 

none 


6 
10 
none 
none 
none 


none 

8 
none 
none 
10 


none 
none 

7 
none 

6 

none 
none 

4 

8 


none 
10 

none 
10 

8 
10 

4 
10 

s}4 

6 

s" 

7 


JS 
OQ 

o 


95 
30 
40 

100 
40 
63i 

108 

68" 

99 

108 

"9 
46i 
36 
17i 
102i 


100 
106 

88i 
lOlj 

40 

67J 

95 
107 

99| 
117 

67 

86i 

17i 
60 
99i 
50i 


124 


108 


46 

561 
146 

86 

66  - 
182 
130 


68 

•  •  »• 

79i 
72i 
64i 
36 
421 
70 
154 


30 

182  ■■ 

33  >■: 

109 
150 

148 


126 

m 
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Railway  Share  List^ 

Compiled  from  ike  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/$100. 


NAME  OF  COMPANY. 


a 

.2 
IS, 


a. 


Philad.,  Wilmington  and  Balt.Penn. 

Pennsylvania  Central . 

Philadelphia  and  Trenton , 

Pennsylvania  Coal  Co 

Baltimore  and  Ohio Md. 

Wasliington  branch 

Baltimore  and  Susquehanna 

Alexandria  and  Orange \ 

Manassas  Gap 

Petersburgh 

Richmond  and  Danville  ... 
Richmond  and  Petersburgh 
Rich.,  Fred  and  Potomac.. 

South  Side >.*.... 

Virginia  Central 

Virginia  and  Tennessee 

Winchester  and  Potomac. . . 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Georgia  Central , .....  " 

Georgia " 

Macon  and  Western " 

Muscogee " 

Wilmington  and  Manchester..  " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga 
Covington  and  Lexington . 

Frankfort  and  ESxington " 

Louisville  and  Fraiilcfort " 

Maysville  and  Itex  iigton " 

Cleveland  and  I'iUsburgh . . . 

Cleveland,  Paines^'.  and  Ash..  " 

Cleveland  and  Columbus " 

Colimibus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro ^.. " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River " 

Ohio  Cental " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley . . . 
Toledo,  Nonvalk  and  Clevel'd 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind 

Indiana  Central " 

Indiana  Northern " 


98 

260 

30 

47 

381 

38 

57 

65 

27 

64 

73 

22 

76 

62 

107 

60 

32 

161 

110 

140 

242 

191 

211 

101 

71 


Ky. 


Ohio, 


50 
55 
93 
33 

88 

60 

80 

125 

'28* 
66 


100 

71 

135 


61 
60 


40 
20 
36 
31 
37 
84 

167* 
57 


187 


87 
54 
31 


131 

83 


62 
88 
40 
72 


Indianapolis  and  Bellefontaine 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago '• 

Chicago  and  Mississippi " 

Illinois  Central HI, 

Galena  and  Chicago " 

Michigan  Southern Mich.isiS 

Michigan  Central "    J282 

I*»ciflc .., MiflB.1..., 


92 


3,850,000 
9,768,153 


9,188,300 
1,650,000 


1,328.722 
1,400,100 
3,000,000 
180,000 
1,338,878 


1,004,231 
3,858,840 
3,100,000 
4,000,000 
1,214,283 


1,372,324 


586,887 


776,259 
879,868 
688,611 


835,000 
2,093,814 

1,430,000 


1,239,454 
3,*027,66() 


1,694,000 
310,66b 


2,370,784 

900,000 

1,860,500 


a 


2,403,276 
5,000,000 


9,827,123 


200,000 


800,000 
446,036 

1,500,000 
120,000 

1,134,698 


o  s 

SQ    o 

o  j; 

wo 

o  " 
H 


6,813,839 
15,600,000 


s 

o 


667,785 
1,943,827 


bo 

c    . 

W 

S5 


19,542,307 
1,650,000 


In  prog. 
In  prog. 


1,325,563 
348,622 
413,673 


In  prog. 


In  prog. 
In  prog. 
In  proe. 

416>.32 
2,965,574 


300,000 

3,000,000 

306,187 

1,214 

168,000 


150,000 

'mfm 


1,596,283 
In  prog. 

743,525 

In  prog. 

In  prog. 

In  prog. 

1,330,960 


6"41,000 
850,000 

900,000 


1,371,000 
408;266 


906,000 
650'666 


1,750,700 


552,000 
1,092,137 


1,650,000 
632,387 


1,000,000 


2,450,000 


800,000 
119,600 


750,000 
663,166 


In  prog. 
7,002,396 
3,378,132 


In  prog. 

In  prog. 

In  prog. 


In  prog. 
2,963,756 


176,486 


89,776 
610,038 


383,601 
617,626 


615,384 
216,237 
152,636 


d 

a 

g 

1-^ 

.C 

^ 

oc 

•0 

<M 

e 

0 

V 

•0 

V 

u 

•E 


71 
100 


71 
42* 


74,902 


153,898 


none 

□one 

12 

6 


1,000,717 
945,508 
934,424 
296,684 


129,395 


173,542 


87,421 


3,655,000 
In  prog. 


2,600,000 
In  prog. 

925,000 
In  prog. 


In  prog. 
2,634,157 
1,855,000 


In  prog. 


In  prog. 

(C 

1,317,140 
1,267,714 
In  prog. 


In  prog. 


194,429 
777,793 


321,793 
Recently 


626,746 
566,751 


Recently 


2,400,000 

In  prog. 

1,363,019 


Recentlv 
237,506 


Recently 


Recently 
516,414 


106,593 


1,932;3611      500,000 
2,499.4101  2,629,000 


4,000,000 


4,067,3% 


In  prog. 
6,430,246 
8,614,193 


472,109 
692,187 


609,711 
608,025 
456,468 
153,697 


71,536 


76,079 


44,250 


123,306 


7 
8 


100 


126 
102 

169' 


483.483 


200,967 
opened. 


314,670 


opened. 


opened. 
135,363 


opened. 


12 


10 


15 


opened. 
268,075 


10 


71,446'  4 


75 


103 
132* 


116 
80* 


120 


160 


76 

99" 
168 


293.0461 


•J. 


celt 


441 


The  aggregate  receipts  of  the  6  mentis 

were $2,169,466 

.  1,626.956 


Same  time  1852. 


•f 


186 
126 

146 
117 


Increase i L  .    S632,600 

The  receipts  of  tne  Hudson   River  railroad  for 

the  month  of  Jund  were $94,978  79 

Same  month  1852, L.   64,827  78 

'    Increase  equafl  to  46  per  cent,  .j, .  $30,161  06 
The  business  of  the  Sub-Tre»8ury<for  the  month 

past  has  been  :  ! 

June  1,  1863,  balapcc 86,642,381  81 

:      RECEIPTS. 

On  account  of  Customs 63,867,165  86 

On  accouut  of  Patent  Fees i         3,1U5  62 

On    account  of  Post-OflSce  depart^ 

ment ...j       374J46  64 

Oo  accoant  of  MilcellaQeoos ]     141 ,860  81 


Total. 


Treasury  Drafts 
Transfer  Drafts 
Post  office  Drafts 


4,059,368  73 


PATMENTB. 


;10,701,750  04 


t2,990,739  66 
128,856  72 
181,913  07 


3,301,509  35 


June  30, 1863,  balance t  $7,400,240  69 

June  1,  '53,  by  balance  of  funds    -o 

pay  Interest  atad  Coupons $32,239  69 

By  appropriations ,  .    1 ,378,728  00 


Totfl 

To  payments 


Balance . . 


$1,410,988  59 
10,126  58 

$1,400,862  01 


Receipts  for  Customs  in  the  year  end- 
ing June  30,  •52 |S28,910,527  22 

Receipts  for  Customs  in  tbe  year  end- 
ing June  30,  ts i. .  38,738,627  79 


Increase  in  1868 $9,827,627  79 

ToUl  Funds  on   hand ,.$8,801,102  7 

The  commerde  of  the  port  of-Npw  York  in  June 

1853,  was :        ) 


i 


ARRIVlLS  FROM    FOREIGtl 


'.1: 


PORTS. 


16  Steamsbi 
102  Ships....  I , 

94  Barks 
150  Brigs , 

96  Schooners  k 


458 


Total. 


R.AO. 


No.  Vessels. 

264  United  States. 

106  British..  J... 

29  Bremen..!.  ., 

7  Hamburg.  .... 

10  Oldenburg^..  . 

4  Hanover. i..  . 

4  Prussia..].  .. 

4  Dutch...].,. 

2  French..!.  .. 
1  Mecklenburg. 

3  Swedish 

14  Norwegian... 

1  Belgian 

1  Sardinian 

2  Sicilian 

2  Danish ....  . . , 

2  Venezuela.... 

1  Dominican  . . . 
1  Portuguese  .. 


Tnns. 

. .  30.034 

.82,138 

..41,877 

.28,642 

.11,816 

194,401 

Tuns. 

132,639 

33,371 

.   12,331 

2,980 

2,648 

1,060 

.     1,311 

601 

858 

240 

.     1,166 

4,803 

340 

246 

442 

832 

850 

120 

136 


^8  194,401 

The  arrivab  of  Specie   and  Gold   dust  for  tbe 
month  of  June,  at  this  port,  were  $4,418,537. 


4:| 


'm 


443 
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Comparative  Export  of  specie  from  tke  Pprt  of  New 
York,  for  the  Jiscal  year  ending  Jurte  30. 

1852-3.  I    1861-2. 

J"ly • S2,971,000  ^6,004,000 

August 2,936,000  i  2,678,000 

September 2,122,000  3,490,000 

October 2  462,000  1,780,000 

November 810,000  6,034,000 

December 1,180,000  5,668,000 

January 748,000  2,869,000 

February 1,121,000  ,3,662,000 

March 592,000  ;    612,000 

April 767.000  1200,000 

May 2,162,000  11,836,000 

June 3,264,000  j3,656,000 


ToUl $21,126,000  $317,273,000 

Decreased  export 16,148,000 


[■  $37,273,000 

Comparative  deposits  of  Gold  Dust  at  Philadelphia 
for  the  fiscal  year  ending   June  3( 

1862-3. 

July 83,200,000 

August 2,675,000 

Sept 4,254,000 

Oct 4,140,000 

Nov 7,260,000 

Dec... 3,330,000 

Jan 4,962,000 

Febniar]^ 3,549,000 

March... 7,534,000 

April 4,766,000 

May 4,366,000 

June.... 4,544,000 


11861-2. 

f$,127,000 
4,049,000 
5 ,961,000 
^  ,744,000 
3,490,060 
3,338,<X)0 
4!,162,fK)0 
31010,000 
3(892,000 
3[091,000 
4j336,000 
6,689,000 


Total $55,580,000  $51^79,000 

Increase  1852-3 4(701,000 


\.      $55,680,000 
Comparative  exports  of  Domestic  Produce  fyoni  the 

Port  of  New    York,  for  the  fishal  year  lending 

June  30. 

July $2,966,000 

August 2,341,000 

September 3,289,000 

Oct 3,498,000 

Nov 3,529,000 

Dec 2,948,000 

January 2,995,000 

February 3,325  ,(X)0 

March 4,706,000 

April 4,224,000 

May 4,166,000 

June 6,057,000 


$3,188,000 
3,260,000 
'94,010 
02,000 
62,000 
1^,000 
19,000 
53,000 
13,000 
44,000 
150.000 


2; 


3,a 

4,9 
4; 
4, 


3,566,000 


Total  dom.  prod . ... $43,013,000  S38,f 


>3,000 


OblA  and  Mississippi  Railroad 

At  the  recent  annual  meeting  of  the  stoc^hold 
ers  of  this  company,  the  following  gentlemei^  have 
been  chosen  directors :  \ 

James  C.  Hall,  Thos.  Philips,  Charles  Stetson, 
Richard  W.  Keys,  Charles  D.  Coffin,  John  ^levin, 
John  Baker,  Nathaniel  Wright,  Charles  W  IWest, 
H.  H.  Goodman,  George  W.  Cochran,  Edjen  B. 
Reeder,  Cincinnati.  Abner  T.  Ellis,  Samuel 
Judah,  William  J.  Hebberd,  Cyrus  M.  Allen, — 
Vincennes.  Thomas  Gaff,  John  Cobb,  Afrora. 
Hagaman  Tripp,  Vernon,  (la.)  Richard  A.  Clem- 
ents, Washington,  (la.)  M.  W.  Shields,  Bfown- 
stown,  (la.)  j 

At  a  meeting  for  organization,  Hon.  A.  T.  BJlis 
was  unanimously  re-elected,  and  after  sonie  re- 
rosH-ks  upon  the  present  prosperity  ofthecom  3any 
and  the  duties  which  called  him  back  to  Vincen- 
nes, tendered  his  resignation,  which  was  accented, 
and  complimentary  resolutions  passed.  Janijes  C. 
Hall  was  then  unanimously  elected  President  for 
the  ensuing  year .  U.  U.  Goodmao,  Secrellar^ ; 
Obw.  D,  CoffiQ,  Solicitor. 


■  \ 


Tbe  Slip  Cast  Iron  Ttre. 

As  much  interest  is  manifested  by  railroad 
managers  in  the  merits  of  this  important  improve- 
ment, and  as  its  success  depends,  as  much  as 
does  that  of  the  wrought  iron  tire,  upon  an  excel- 
lence of  material  and  manufacture,  we  propose  to 
give  some  hints  as  to  how  these  desirable  requi- 
sites may  be  secured. 

It  is  well  known  that  no  part  of  the  material  of 
railroads  is  subject  to  more  severe  wear  than  the 
surface  of  the  wheels  of  the  cars  and  engines. 
This  arises  from  the  constantly  recurring  blows 
against  the  rails  npon  each  point  in  the  circumfer- 
ence of  the  wheel.  To  endure  this  the  material 
of  the  surfaces  of  the  wheels  must  be  .sound  and 
strong,  and  to  give  a  good  guarantee  of  the  pos- 
session of  these  qualities  it  should  possess,  as  it 
will  when  earned  a  rcputatum  for  reliability.  The 
Lowmor  and  the  Bowling  companies  have  secur- 
ed a  reputation  for  their  manufactures  by  fur- 
nishing an  article  constantly  the  same  and  always 
reliable.  Their  processes  of  manufacture  are  estab- 
lished and  are  not  expi»rimental :  their  men  are 
practised  to  each  operation  of  the  manufacture  of 
iron,  and  the  consequence  is  tluit  the  pnrcba- 
ser  can  predict  with  certainty  the  success  of  any 
of  their  manufactures.  No  one  inordering 
a  set  of  wrought  tires  wouM  send  to  the 
nearest  rolling  mill  as  very  few  (loiii<\stic  tires, 
whatever  they  may  be  in  8j)ecial  instances,  are 
found  to  stand  constant  service.  The  insufflcieijcy 
of  domestic  tires  does  not  arise  from  any  inability 
of  our  arriving  at  perfection  in  tluir  manufacture, 
but  from  the  fact  that  the  process  by  which  oTie 
good  tire,  or  set  of  tires,  has  been  made  has  not 
been  perseveringly  repeated  in  each  succeeding 
tire. 

Railroad  superintendents  and  master  mechanics 
know  well  enough  what  are  the  cons'-quences  of 
iron,  or  bad  working,  in  tires.  Si)littiiig,  unequal 
wearing,  bursting,  &c.,  are  predictable* results. 

So  it  is  with  the  cast  iron  tire  It  has  merits 
of  economy  in  use  and  maintenance.  Service  and 
safety  ire  attbrded  by  its  use,  ami  for  freight  en- 
gines especially,  it  is  very  doubtful,  if  a  more  re- 
liable material  can  be  found.  But  it  requires  a 
strong,  tough  iron,  of  uniform  character,  such  as 
would  be  selected  for  the  most  important  purpos- 
es. The  practice  of  working  up  old  castings  along 
with  pig  iron,  from  any  or  all  quarters,  would 
leave  the  manufactured  product  in  the  same  cir- 
cumstances as  would  be  had  by  the  domestic 
wrouglit  tire,  made  from  scrap,  or  any  ordinary 
metal  answering  to  the  denomination  of  iron.  The 
process  of  casting  tires  and  wheels,  requires  the 
most  practiced  hand  for  melting,  pouring  and  chil- 
ling, and  none  can  claim  a  perfect  knowledge  of 
this  important  part  of  iron  founding,  except  where 
it  has  been  derived  from  long  experience. 

The  establishment  of  Bush  and  Lobdell,  at  Wil- 
mington, Del.,  possesses  peculiar  advantages  in 
this  respect,  for  the  prmluction  of  chilled  wheels 
and  tires.  Having  long  ago  completed  the  most 
successjul  chilled  wheel,  and  having  maintained  a 
constant  reputation  for  the  manufacture  of  asupe- 
rior  article,  they  are  certain  of  the  success  of  their 
work.  The  partners  of  the  firm  having  together 
the  best  knowledge  and  the  largest  experience  in 
the  selection  of  iron  and  the  processes  of  conver- 
sion into  wheels,  are  enabled  also  to  insiiro  the 
success  of  their   work  without  trial  of   it.     When 


an  agency  for  the  sale  of  the  slip  tire  from  the 
works  of  these  makersshall  be  established  in  Cin- 
cinnati, as  it  soon  will  be,  our  Western  railroad 
men  will  have  the  advantage  of  the  guarantee  of 
"  the  best  tire  for  driving  wheels  of  freight  en- 
gines." 

P.itcrson  L.oeomotlves. 

The  completion  of  a  new  locomotive,  of  superior 
design  and  construction,  at  the  shops  of  Danforth, 
Cooke  &  Co,  Paterson,  N.  J.,  was  the  occasion  of 
an  agreeable  enterUinment,  given,  on  Saturday 
last,  by  that  firm  to  their  workmen.  The  work- 
men, numbering  five  hundred,  proceeded  from 
Paterson  in  an  extra  train,  drawn  by  one  of  Dan- 
forth, Cooke  &  Cos.  magnificent  engines,  to  Jersey 
City,  where  they  repaired  to  the  Hudson  House,  the 
place  assigned  for  their  meeting.  As  it  was  our 
fortune  to  \>c  present,  and  to  have  an  opportunity 
for  an  examination  of  the  work,  whose  completion 
was  the  event  of  this  spirited  celebration,  yre  will 
give  a  description  of  the  engine  for  the  benefit  of 
the  large  number  of  our  readers  who  are  interest- 
ed in  the  construction  of  locomotives. 

The  engine  is  called  the  "Governor  Williamson," 
and  was  built  for  the  New  Jersey  railroad  and 
Transportation  Company. 

It  is  outside  connected,  has  15  inch  cylinders, 
20  inch  stroke,  6  feet  driving  wheels,  and  a  center 
bearing  truck.  The  frame  is  solid,  with  pedestals 
welded  on,  and  provided  with  tightening  wedges 
for  taking  up  the  wear  of  the  driving  axle  boxes. 

The  boiler  is  45  inches  diameter,  and  has  129 
two-inch  copper  tubes,  11  feet  6  in.  long.  The  fur- 
nace is  4  feet  2  inches  long,  3  fl.  4  in.  wide,  and  4 
fl.  6  in.  deep. 

The  valve  motion  is  that  of  the  shifting  link, 
made  of  wrought  iron,  and  having  all  its  joints 
and  wearing  surfaces  case-hardened.  The  arms 
of  the  lifting  shaft  are  welded  on.  The  link  mo- 
tion has  been  adjusted  to  equalize  the  admission 
of  steam,  for  both  strokes  of  the  piston,  with  great 
accuracy.  There  are  five  notches  in  the  front 
half  of  the  circle  or  guide  for  the  reversing  lever. 
On  the  first  of  these  the  steam  is  cut  off"  at  17^ 
inches  of  the  stroke,  each  way ;  on  the  second  at 
16  inches,  on  the  third  at  12)^  inches,  on  the  4th 
at  10  inches,  and  on  the  fifth  at  8  inches  of  both 
strokes.  The  steam  ports  are  14  inches  by  1^ 
inches. 

The  tires  are  of  Lowmoor  iron ;  tlie  spark  ar- 
rester is  of  Radley  &  Hunter's  patent.  The  shell 
of  the  fire-box  is  covered  with  sheet  brass,  plan- 
ished in  a  beautiful  manner.  The  cylinder  sides 
and  ends,  and  the  steam  chests  are  also  protected 
by  planished  sheet  brass  covers.  The  domes  are 
of  beautiful  design,  having  symmetrical  mould- 
ings, and  are  wholly  covered  with  brass.  The  for- 
ward dome  has  a  globular  top,  on  which  is  perch- 
ed a  large  gilt  eagle.  The  engineer's  house,  or 
"cab,"  is  beautifully  grained  in  imitation  of  oak, 
and  has  light  columns  between  the  windows, 
(which  are  Gothic,)  with  gilded  bases  and  cap- 
itals. 

The  whole  frame,  boiler  braces,  spring  straps, 
and  equalizing  levers  are  all  planed  and  polished, 
in  the  style  of  the  best  "outside  work."  Thebraces 
which  secure  the  fire-box  to  the  frame  are  "ex- 
pansion braces,"  fitted  with  much  care,  and  al- 
low the  boiler  to  expand,  without  strain,  when 
heated.     This  is  a  very  useful  arrangement. 

The  tender  is  mounted  on  two  trucks  of  4  wheels 
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each,  and  contains  1600  gallons  of  water 
beautifully  painted  and  ornamented. 
3^  This  engine  is  constructed  throughout  of  the 
best  materials  to  be  had,  as  are  all  of  the  engines 
built  at  these  works.  The  workmanship  is  extra, 
there  being  much  in  extent  and  perfection  of  finish 
which  is  not  generally  met  with  upon  locomotive 
work. 

We  would  recomHiend  such  of  our  readers  as 
can  have  an  opportunity,  to  see  this  piece  of  me- 
chanism, believing  that  they  will  say  with  us  that, 
taking  into  consideration  the  symmetry  of  its  de- 
sign, the  beauty  and  perfection  of  its  workman- 
ship, and  the  taste  with  which  it  is  finished  and 
ornamented,  it  is  doubtful  if  it  has  been  surpass- 
ed, if  ever  it  has  been  equalled,  in  the  United 
Statef.r.  ^■^::vr   '  ' 

Another  point  which  deserves  attention  is,  the 
very  favorable  proportions  of  this  engine  in  the 
features  of  evaporative  power  and  communicating 
capacity.  Very  few  of  the  first  class  express  en- 
gines of  the  English  roads  have  received  more 
liberal  allowance  of  boiler  and  furnace  room,  or 
more  ample  steam  passages  than  the  "Governor 
Williamson."  In  this  country  the  practice  in  the 
construction  of  passenger  engines  has  been  to  al- 
low much  less  of  these  elements  of  locomotive 
power. 

Messrs,  Danforth,  Cooke  &  Co.  have  very  con- 
venient and  complete  works  for  filling  large  orders 
for  locomotives.  They  have  prepared  themselves 
and  have  shown  their  ability,  for  executing  first- 
class  work.  Their  Mr.  Cooke  was  for  many  years 
the  foreman  of  Messrs.  Rogers,  Ketchum  &  Gros- 
venor's  works. 

An  account  of  a  large  performance  of  one  of 
their  freight  engines  will  be  found  in  another  part 
of  the  present  number  of  our  paper. 

Iiocomotlve    Establish luents. 

The  business  of  building  Locomotives  forms,  at 
the  present  time,  an  important  branch  of  man- 
ufacturing industry.  The  demand  for  engines 
consequent  upon  the  construction  of  so  many  new 
roads  is  taxing  every  shop  to  its  utmost  capacity, 
and  very  many  shops  have  contracts  extending  to 
deliveries  a  year  or  more  ahead.  Old  establish- 
ments are  extending  their  works  and  increasing 
their  force,  while  new  establishments  are  erecting 
in  many  parts  of  the  country.  The  following  is 
believed  to  givj^a  pretty  full  list  of  all  the  esta- 
blishments, devoted  to  this  business,  in  the  United 
States. 

Where  the  writer  has  a  personal  knowledge  of 
the  establishments  he  has  made  some  remarks 
upon  their  business^  character  of  work,  capacity, 
etc.     ^■V.':-!--.'-'-/.  ^  :■■'  "y-: ■'■■:- :.: 

Portland  Locomotive  Works,  Portland,  Maine. — 
J.  C.  Churchill,  Treas.      John  Sparrow,  Supt. 

Amoskeag  Manufacturing  Co.  Manchester,  N.  H. 
0.  W.  Bayley,  Agent.  Build  two  to  three  engines 
per  month. 
Lowell  Machine  Shop.  Lowell  Mass.  W.  A.Burke, 
Supt.  This  company  are  adding  to  their  works, 
and  will  be  enabled  to  complete  three  to  four  en- 
gines per  month. 

Essex  Co's  Works,  Lawrence,  Mass.  Gordon  Mc. 
^*y.  Agt.  Charles  Hastings,  draughtsman  and  de- 
signer. This  company  •  have  built  many  superior 
engines  and  can  build  three  to  four  per  month. 

Boston  Locomotive  Wk's,  Boston,  Mass.  Holmes 
Hinkley,  President ;  D.  F.  Child,  Treasurer,   This 


old  and  extensive  establishment  has  stood  at  the  i 
head  of  Locomotive  building  in  the  eastern  states 
for  several  years.  They  have  established  a  style 
of  engines  which  has  been  the  model  for  many  of 
the  builders  at  the  east.  They  are  now  building 
at  the  rate  of  eight  engines  per  month. 

Union  Works,  South  Boston.  Seth  Wilmarth> 
Proprietor.  Lately  enlarged,  and  can  build  two  to 
three  engines  per  month.  Mr.  Wilmarth  has  built 
many  of  the  finest  and  (juickest  express  engines  on 
the  Hudson  River  and  other  roads. 

Globe  Works,  South  Boston.  John  Souther  and 
Co.  Proprietors.  Can  build  two  or  three  engines 
per  month. 

Taunton  Locomotive  Manufacturing,  Co.  Taun- 
ton, Mass.  W.  W.  Fairbanks,  Agent.  This  esta- 
blishment ranks  among  the  finest  and  best  arranged 
in  New  England  or  elsewhere.  The  Taunton  com- 
pany have  done  much  to  establish  a  good  style  of 
engines,  and  their  engines  have  also  been  extreme- 
ly successful  in  their  performance.  Mr.  P.  I.  Per- 
rin  draughtman  and  Mr.  B.  F.  Slater,  the  former 
foreman,  have  done  much  towards  producing  this 
result.  The  Taunton  company  can  turn  out  three 
engines  per  month. 

William  Mason  and  Co.  Taunton,  Mass.  These 
gentlemen  have  only  lately  commenced  the  manu- 
facture of  locomotives,  but  Mr.  Mason's  reputation 
has  long  been  established  as  a  skilful  machinist  in 
other  departments. 

Corliss,  Nightingale  &  Co.  of  Providence,  R.  I. 
have  built  several  Locomotives.  They  have  en- 
deavored to  make  some  practical  changes  in  the 
construction  of  engines,  and  have  made  many  ex- 
periments with  this  view.  :    '    J   [ 

Rogers,  Ketchum  and  Grostenor  of  Paterson 
N.  J.  This  establishment  is  among  the  oldest  and 
largest  in  the  United  States.  It  may  probably  be 
said  that  Thomas  Rogers,  the  managing  partner, 
has  done  more  than  any  builder  in  the,country  to 
improve  the  style  and  construction  of  American 
Locomotives.  His  engines  are  models  of  beauty, 
strength  and  speed.  The  whole  number  of  hands 
employed  is  obout  eight  hundred,  of  which  half, 
at  least,  are  employed  in  the  locomotive  depart- 
ment. This  establishment  has  been  the  parent  of 
three  other  tine  shops  now  doing  a  large  business 
in  the  same  town.  Capacity  of  shop  seven  engines 
per  month.'-  ..  '     .j 

New  Jersey  Locomotive  and  Machine  Co.  Pater- 
son, N.  J.  James  Jackson,  President ;  John  Brandt, 
superintendent.  This  large  establishment  was 
originally  started  by  Swinburne,  Smith  and  Co. 
and  was  soon  after  incoporated  under  the  manage- 
ment of  William  Swinburne,  formerly  the  princi- 
pal superintendent  of  Roger's  shop.  The  present 
manager,  John  Brandt,  organized  and  controlled 
for  several  years  the  motive  power  of  the  Erie  Rail 
Road,  and  has  established  the  success  of  theN.  J. 
L.  and  M.  Co.  since  his  connection  with  them  by 
building,  truly  first  class  work.  Capacity  of  shop 
two  to  three  engines  per  month. 

William  Swinburne. Paterson  N.  J.  Mr.  Swinburne 
has  a  large  and  extremely  convenient  establish- 
ment, upon  the  line  of  the  Union  Rail  Road. 
Capacity  of  shop,  two  to  three  engines  per  month. 
Danforth,  Cooke  and  Co.  Paterson  N.  J.  This 
is  an  extension  of  the  firm  and  business  of 
Charles  Danforth  and  Co.  cotton  machinists  and 
manufacturers.  Mr.  John  Cooke,  the  manager  of 
Hm  locomotive  shop  was  for  sevoral  years  the  prio- 


cipal  machinist  in  Rogers  shop,  and  is  timiliar  with 
the  best  class  of  wotk.  This  establishment  is  well 
stocked  with  excellent  tools  and  hast  already  fin- 
ished some  superb  Engines  Capacity  oi'shop  two  to 
three  engines  per  ntonth. 

Richard  Norris  ^  Son,  Philadelphii ;  successors 
to  the  firm  of  Norrts,  Brothers.  Th^ir  establish- 
ment has  been  recently  enlarged  andts  now  doing 
a  large  business.  Number  of  engines  built  by 
William  Norris,  Jlorris  Brothers,  ^nd  Richard 
Norris  and  Son,  slice  their  commencement.  660. 
Capacity  of  shop  efeht  i»er  month. 

M.  W.  Baldwin,  Philadelphia.  Mr.  Baldwin's  shops 
are  large  and  his  reputation  as  a  bmjder  has  been 
established  for  maiy  years. 

New  Castle  Manufacturing iCompajiy,  New  Cas- 
tle, Del.  Andrew  C.  Gray,  President;  William  H. 
Dobbs,  superintenqent. 

Ross  Winans.  Baltimore,  M<\.  Mr.  Winans  has  a 
large  and  fine  establishment  and  ha4  done  a  large 
business  for  nianV  _years.  Mr.  Wiians  deserves 
great  credit  for  liii  exertions  for  the  iuccessful  im- 
provement of  the  coal  engine.  Hia  engines  are 
now  burning  Anthracite  and  Bituminjous  coal  upon 
some  of  the  largest  roads  in  the  cointrj'.  Their 
success  is  fixed  an4  certain  and  their  ise  has  become 
general.  i 

A.  W.  Denmead  &  Son,  Baltimor*.  Md. 

Murray  and  Hazlehurst,  Baltimore,  Md. 

Smith  and  Perkins,  Alexandria,  Virginia.  This 
firm  are  extending  their  works  to  btaild  three  en- 
gines per  month.  iMr.  Perkins  was  <or  many  year« 
the  Master  of  machinery  of  the  Baltimore  and  Ohio 
railroad,  and  built  some  of  the  aost  successful 
and  economical  ctwtl  engines  upon  ttiat  road.  His 
"  slip  tire "  and  "  heater "  have  been  of  great 
value  wherever  ittroduced.  All  tie  tools  in  this 
shop  are  of  the  bfest  patterns,  made  at  the  North. 

Wm.  Ettenger  i&  Co.,  Richmond,  Va. 

Schenectady  Locomotive  WorksL  Schenectady, 
N.  Y.  John  Ellip,  Agent ;  Walter  McQueen,  Sup- 
erintendent. Mr.  McQueen  was  dhe  designer  of 
the  fine  engines  built  by  Wilmartl,  and  the  Lo- 
well Machine  Sbop,  for  the  Huilson  River  rail- 
road. 

Cuyahoga  Stelim  Furnace  Compiany,  Cleveland, 
Ohio.  W.  B.  Cistle,  Secretary.  jE.  T.  Sterling, 
Superintendent.  Mr.  Rogers  is  thje  eflScient  fore- 
man  of  this  establishment,  and  we  are  informed 
that  he  has  cont!ributed  much  towards  a  good  class 
of  engines  for  the  western  market 

Harkness,  Mo(ore  &  Co.,  Cincinnati,  Ohio.  , 

Niles  &  Co.,  Cincinnati,  Ohio,     i 

H.  and  F.  Blabdy,  Zanesville,  Ofcio. 

The  above  establishments  are  ill  in  operatim, 
many  of  them  having  been  at  woife  for  a  number 
of  years.  Am0ag  the  shops  in  |>rogress  are  the 
following — 

One  in  Jersey  City,  N.  J.  This  is  a  large  esUb- 
lishment,  and  is  progressing  quite  rapidly.  Mr. 
Breese,  of  the  fbrmer  firm  of  Bre^se  and  Elliot,  is, 
we  believe,  engjaged  in  it.  Mr.  Oould  from  the 
Hudson  River  ijailroad,  is  to  baiie  charge  of  the 
shop.  I  j.|i.  I 

A  large  establishment  is  bmljing  at  Trenton, 

N.J.  !  ,i 

A.  L.  Qrier,  JEsq.,  of  Covingtc^n,  Ky.,  is  com- 
mencing the  miuufacture  of  locoiiiotives.  J 

C.  Cooper  artd  company,  of  M|t.  Vernon,  Ohio 
are  also  enteriqg  upon  this  business. 

Very  many  rftilroada  have  boUtf  englDM  for  ttrair 
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own  use.  The  liosLou  and  Provii^euce  railruad 
company  have  stocked  their  roadj  with  engines 
built  at  their  own  shops  under  the  ^are  of  Mr.  G. 
S.  Qijggs.  The  Western  railroad  jof  Massachu-, 
setts,  have  had  some  very  fine  express  engines 
built  at  their  Springfield  shop  by  t/ir.  Wilson  Ed- 
dy, The  Reading  road  are  having  \en  large  coal- 
brjrning  freight  engines  built  this!  year  at  their 
shops  in  Reading,  under  the  care  of  Mr.  Jas.  Mil- 
holland.  The  Baltimore  and  Ohio! company  are 
now  having  several  engines  built  at  their  Mount 
Clare  shop,  under  the  directionof  M^.  8.  J.  Hayes. 
Mr.  Hayes  is  an  experienced  machit^ist  and  fully 
understands  the  value  of  the  system  of  improve- 
ments which  the  Bait,  and  Ohio  company  have 
adopted  for  their  motive  power. 

There  are  probably  no  less  than  que  thousand 
locomotives  built  yearly  by  the  shoos  now  in  op- 
eration, sufiicient  to  stock  from  thred  to  four  thou- 
sand miles  of  road.  From  ten  to  fifUeen  thousand 
tons  of  cast  iron,  and  the  same  amount  of  wrough. 
irbn,  and  a  large  amount  of  other  st^ck  are  used 
by -these  establishments  for  thisyearlt  production. 
The  payments  for  labor  alone  must  reach  $2,- 
000,000  yearly,  while  the  finished  proilucts  are  va- 
lued at  $7,800,000.  i 

Oalona  and  Chicaffo     Union  llallroad. 

Earninss,  Etc. — From  the  reporb  of  N.  K. 
Towner,  Es(j.,  Secretary  of  the  Operating  Depart- 
ment of  the  Qalena  and  Chicago  Union  Railroad, 
we  are  enabled  to  present  our  rea<;  ens  with  a 
tabular  statement  of  the  earnings  of  t  le  road  for 
the  fiscal  year  ending  May  1, 1853 : 

Passengers.     Freight,  Mails,  d«.    Total. 
May S15,408  03    S16',320  45  iS81,728  48 


Juno 17,313  46 

July 13,980  95 


August 

16,603  67 

September. 

20,766  73 

October 

22,908  17 

November. . 

15,137  34 

December.. 

12,434  08 

January . . . 

11,010  29 

Februaay . . 

11,463  39 

March 

.75,559  06 

April 

19,885  88 

25,911  66 
20,973  68 
23,555  18 
35,264  95 
36,903  83 
31,664  60 
26,271  27 
21,062  02 
14,245  84 
12,667  63 
16,746  05 


48.225  12 
34,954  63 
40,158  85 
66,031  68 
68,712  00 
49,802  04 
38,705  35 
32,672  31 
25,699  23 

28.226  69 
36.631   93 


^ 


Totals.... S192,461  05  281,087  16  j473,548  21 
The  number  of  passengers  carried  ox\  this  road 
for  the  year,  was  140,016.  The  loweist  number 
in  one  month  was  9,127,  in  Februarjf,  and  the 
highest  14,661,  in  October,      '  I 

The  expense  of  running  the  road  \fas  as  fol- 
lows :  i 

Locomotive  services  ■  *  *  • iM6,459  83 

Train  "  • 7,124  47 

Station  "  42,604  69 

Locomotive    repairs ^...     7,906  39 

Car  " 12,711  44 

Track  "         29.829  87 

Buildiig  "         183  13 

Fuel 42.490  10 

Oil  and  Waste 6,758  62 

Printing  and  stationery 1.052  36 

Loss  and  damage 8,729  43 

Taxes 9,119  26 

Incidentals •••• 10,337  41 


Total St87,396  39 

Tae  number  of  miles  run  by  locomotives  was 
202,953.  The  earnings  per  mile  run  wjfe  233.6, 
and  the  expenses  per  mile  run,  92.3. 

A  comparison  of  earnings  for  the  yjars  1853 
and  1862.  exhibits  the  following  : 

1853.  J1862. 

Passengers $192,461  05  886,176  16 

Mails 8,190  40  4,086  28 

Freight 272,406  16  ipi  ,W6  24 


Totals S473,067  61 


211,067  67 


This  gives  an  iuciase  :  .business  from  most  of  the  u,iper  roads,  has  nearly 

In  Passengers S107,294  90  one  engine  for  every  mile.      The  Cheshire  road 

Sf  *'.'*• : -  en  fl^  io  has  one  engine  to  every  four  miles,  the  Fitchbure 

Freight 160,600  92  .  .  '  & 

°  ■  road  below  it  has  nearly  one  engine  for  every  two 

miles  of  its  main  line.  The  Western  Railroad  hag 
1  engine  |o  every  2%^  miles.  The  Boston  and  Wor- 
cester road  has  one  engine  to  every  two  miles.  Of 
the  Central  line  of  New  York,  the  Albany  and 
Schenectady  has  one  to  every  two  miles,  the  Ulica 
and  Schenectady  one  toevery  three  miles,  the  Syrv 
cuse  and  Utica  one  to  every  three  miles,  the  Ro- 
chester and  Syracuse  one  to  every  three  and  one 
sixth  miles,  and  the  Buffalo  and  Rochester  one  to 
every  four  and  one  half  miles.  ,.        : 


Tatal S261,989  94 

A  comparison  of  the  operating  expenses  ef  eight 
New  England  roads,  viz.  :  Western,  Boston  and 
Worchester,  Bvstonand  Maine,  Fitchburghi  East 
em,  Boston  and  Lowell,  Boston  and  Providence, 
and  Old  Colony — with  the  Qalena  and  Chicago, 
gives  the  following  result : 

Eight  N.  Gal :  & 
E.  roads.  Ch.   R 
Comparative  cost  of  maintenance  of 

way,  per  mile   nin 1.46     14,3 

Cost  of  repairs  of  engines 

and  cars,  per  mile  run  13.7    10.1 
Cost    of   both,     i»er   mile 

run 28.2     24.4 

Cost  of  carrying  one   pas- 
senger or    one    ton    of 

freight  one  mile 1.4      1.2 

•  Useful  effect    or  number 

^  of  passengers   or    tons 

carried  per  mile   run...   64.1     73.7 
Cost  of  all  the  work  done, 
per  cent,    of   the  gross 
receipts 60,5    39.5 


Bqnlpment  of  Li*con»otlves» 

It  is  an  interesting  inquiry  to  locomotive  build- 
ers to  know  the  increase  of  locomotive  equipment 
upon  trunk  lines,  consequent  upon  the  opening  of 
"feeders"  or  brancii  lines.  A  certain  proportion 
of  the  business  of  all  roads  is  local,  and  a  large 
part  of  the  business  of  most  roads  is  through,  or 
such  as  is  thrown  upon  it  from  other  lines  which 
form  its  "feeders,"  Suppose  there  are  four  lines 
of  railroad,  each  of  one  hundred  miles,  forming 
together  one  line  from  a  large  city  to  four  hundred 
miles  distant  in  the  country.  Suppose  the  busi- 
ness of  each  section  of  one  hundred  miles  to  be 
the  same  as  the  rest,  and  to  require  for  its  local 
accommodation  two  freight  and  two  passenger 
trains  daily  each  way,  each  train  being  supposed 
of  a  length  equal  to  the  capacity  of  the  engine  to 
draw  it.  Allowing  the  passenger  engines  to  run 
one  hundred  miles,  and  the  frei;,'ht  engines  fifty 
miles,  daily,  there  are  required  twelve  engines, 
besides  spare  engines,  on  the  division  farthest 
from  the  city.  The  next  division,  having  its  own 
business  in  addition,  and  doing  the  through  busi- 
ness ol  the  "upF>er  road,"  will  require  24  engines, 
the  next,  36  engines,  and  the  road  running  into 
the  city  48  engines.  So  we  see  that  there  is  an 
arithmetical  mean  in  the  increase  of  locomotive 
power,  for  every  mile  run  in  approaching  the  prin- 
cipal receiving  and  delivering  terminus.  As  our 
railroad  returns  do  not  distinguish  between  busi- 
ness from  their  own  and  from  other  roads,  it  is 
diflBcult  to  sUto  the  actual  increase  of  motive  pow- 
er on  old  roads  consequent  upon  the  opening  of 
new  ones.  Our  builders  can,  however,  readily  un- 
derstlmd  that  the  opening  of  every  important  line 
at  the  South  and  West  requires  not  only  its  own 
equipment,  but  throws  an  additional  business, 
which  must  be  met  by  additional  equipment,  on 
other  roads  connecting  with  it.  Roads  are  not 
built  now-a-days  merely  to  accommo  late  an  al- 
ready existing  business,  but  to  create  a  business 
which  shall  extend  over  the  entire  country. 

The  concord  Rail  Road,  in  New  Hampshire  has 
about  the  proportion  of  one  locomotivef  for  every 
three  miles  of  its  length.  The  Nashua  and  Lowell 
road,  below  it,  has  one  to  every  two  miles,  while 
the  Boston  and  Lowell  road,  the  recipient  of  the 


CompurUon  of  IVhole  cbllled  Drl'rlnK 
IVheela  with  Cblllert  Tire*. 

Since  the  established  success  of  the  chilled  tire 
upon  sever.al  of  the  southern  roads,  there  have 
been  largely  introduced  whole  chilled  driving 
wheels,  upon  many  roads  at  the  north  and  else- 
where. The  chilled  wheel  presents  the  same  sur- 
face, and  has  the  same  characteristics  of  safety, 
durability  and  adhesion.  But  its  application  and 
maintenance  are  attended  with  far  greater  expense 
than  with  the  removable  tire,  so  much  so,  that  it 
may  be  positively  asserted  that  the  removable  tire 
is  the  only  economical  application  of  the  chilled 
surface. 

The  chilled  tire  costs  as  much,  more  at  the  out- 
set as  by  the  extra  expense  of  fitting  and  securing 
the  tire.  But  the  wheel  center  never  breaks,  and 
is  always  ready  to  receive  new  tires  when  needed, 
so  that  the  labor  of  boring  a  set  of  tires  and  secu- 
ring them,  on  the  one  hand,  is  the  only  charge  to 
be  compared  with  the  expense  of  taking  out  an 
entire  set  of  drivers,  losingtbefitting  of  the  wheels, 
crank  pins,  &c.,  on  the  other  hand. 

To  renew  the  whole  wheel  is  equivalent  to  throw- 
ing away  one  half  of  the  material  as  good  as  new, 
and  the  entire  loss  of  the  labor  expended  in  fitting 
the  wheels,  turning  and  fitting  crank  pins,  replac- 
ing the  wheels,  re-setting  valves,  etc.  It  is  well 
known  that  a  set  of  crank  pins  are  not  worn  out 
when  the  tires  come  to  be  renewed,  especially 
where  the  pins  have  been  case-hardened,  or  faced 
with  steel.  On  the  Baltimore  engines,  with  short 
crank  piLS  without  brasses,  the  wear  of  the  pins 
at  one  time  equalled  the  wear  of  the  tires.  But 
the  Baltimore  and  Ohio  road  adopted  the  plan  of 
case-hardening  the  crank  pins,  and  Winans  welded 
a  sheet  of  steel  around  the  pins  flf  his  engines,  and 
turned  the  journal  therein.  So  that  even  in  these 
circumstances  of  severe  wear  the  cratik  pins  of 
the  Baltimore  engines  now  outwear  three  sets  of 
tires. 

The  security  of  the  slip  tire  is  complete,  when  it 
is  held  upon  a  conical  surface  by  hook-headed 
bolts  passed  sideways  through  the  rim,  the  body 
of  the  bolt  lieing  in  the  wheel  center.  This  is  the 
general  method  of  applying  the  chilled  tire,  and  is 
now  in  use  on  more  than  800  wheels,  and  gives  the 
most  entire  satisfaction.  Its  tendency  is  to  work 
the  tire,  if  anything,  farther  and  farther  upon  the 
wheel  by  long  use ;  if  the  taper  of  the  rim  of  the 
wheel  does  not  exceed  one-half  an  inch  in  the 
whole  diameter,  for  the  width  of  the  rim.        a  ■' 

The  great  merits  of  the  tire  are  its  simplicity 
entire  safety  and  expedition  of  renewal ;  by  all  of 
which  it  relieves  the  men  engaged  with  the  engine 
fVom  a  great  deal  6f  trouble,  and  saves  the  road  a 
great  deal  of  expense.     The  wheels  are  turned  and 
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the  tires  are  bored  by  gauges,  so  that  tires  can  be 
bored  at  any  time  and  kept  on  hand  ready  for 
immediate  application. 

The  following  comparative  statements  of  expen- 
ses of  renewing  the  wheel  and  the  tire  is  made  up 
from  th  estimates  of  the  master  of  machinery  of 
the  Baltimore  and  Ohio  road,  and  refers  to  a  set  of 
eight  43  inch  wheels,  as  used  on  the  engines  ofthat 
road.  This  statement  shows  the  comparative  loss 
of  time  and  expense  by  detaining  the  engine,  as 
estimated  by  him. 

EXPENSES  FOR  RENEWING    EIGHT    CHILLED   WHEELS. 

7762  lbs.  castings a2%c\a.  $193.80 

124  lbs.  bands  for  hubs ^H  "  ••  4.36 

Boring  out  wheels 21.00 

Banding  hubs  of  wheels 12.00 

320  lbs,  of  crank  pins a  3>^  cts..  11.20 

Turning  ditto 13.76 

Forging  crank  pins 12.0(J 

Qriiiding  crank  pins  into  wheels 3.00 

Chipping  key  ways  and  drawing  on  wheels  23.20 

Painting  wheels 8.00 

Fitting  in  counterbalances 6.00 

9  days  labor,  by  two  men,  at  $1.62,  and )  ,«  o- 

"  four    "      "      1.00 J  ^""^ 

Detention  of  engine  six  days,  at  S6 80.00 


$349.18 

EXPENSE  FOR   RENEWING   THE    SAME    SET    FOR    SLIP 
TIRES. 

4360  lbs.  of  tires.; at  2)4  cts. .$109.00 

60         "      bolts "  •       "   ..       4.80 

Boring  out  tires "  $2 16.00 

Labor  in  putting  on  tires 6.00 

Detention  of  engine  <me  day ,5.00 


:•  ;•  ;    .    "Vv    ^  :■.,••.=     ;:    .•  140.80 

To  this  add  one- third  expense  of  a  set  of 
crank  pins,  as  being  the  proportion  due 
to  each  renewal,  say 15.00 


:  ■.  ,'    -•?•  $155.80 

Showing  a  saving  of  $193.88  for  each  renewal. 


New  WorlkB. 

The  Practical  Meokanics'  Journal,  Jwne,  1853. 
{Republication.') 

The  Practical  Draughtsman's  Book  of  Industrial 
Design,  and  Machinists'  and  Engineers'  Drawing 
Companion.  Translated  from  the  French  of  Ar- 
mengaud.  Brothers  and  Amouroux,  by  Wm.  John- 
son, Editor  of  the  Practical  Mechanics'  Journal. 

We  have  received  the  June  numbers  of  the  a- 
bove  works  from  the  Publishers,  Messrs.  Stringer 
&  Town^end,  of  this  city.  The  former  work,  al- 
ways prc^f^ssive  and  practical,  is  useful  to  engi- 
neers, machinists,  architects,  builders,  and  to  ma- 
ny other  classes  of  scientific  and  practical  men. 

The  latter  work,  the  republication  of  the  Eng- 
lish translation  of  the  Arraengauds,  isofveryg^-eat 
value  to  students  of  mechanical  drawing.  It  is  a 
monthly  quarto  of  sixteen  pages,  having  5  copper 
plates,  each  of  a  double  page  size,  devoted  to  the 
construction  of  forms  of  the  most  useful  descrip- 
tion. 

We  can  only  give  the  authors'  appreciation  of 
the  subject  of  Industrial  Design,  with  the  remark 
that  they  have  treated  it  in  a  style  which  shows 
no  loss  of  importance  at  their  hands.     . ".   _. 

"Industrial  Design  is  destined  to  become  a  uni- 
versal language  ;  for  iu  our  material  age  of  rapid 
transition  from  abstract,  to  applied,  science — in 
the  midst  of  au  extraordinary  tendency  towards 
the  perfection  of  the  means  of  conversion,  or 
manufacturing  production — it  must  soon  pass  cur- 
rent in  every  land.  It  is,  indeed,  the  medium  be- 
tween thought  aad  execution ;  by  it  alone  can  the 


genius  of  conception  convey  its  meaning  to  the 
skill  which  executes — or  suggestive  ideas  become 
living,  practical  realities.  It  is  emphatically  the 
exponent  of  the  projected  works  of  the  Practical 
Engineer,  the  Manufacturer  and  the  Builder ;  and 
by  its  aid  only  is  the  Inventor  enabled  to  ex- 
press his  views  before  he  attempts  to  realize 
them. 

The  work  will  be  completed  in  12  monthly  parts 
at  37^  cents  each. 

A  Veteran  Eusincer. 

Mr.  Leonard  Grossman  has  been  employed  in 
running  locomotives  on  the  Boston  and  Providence 
railroad  for  nineteen  years.  The  first  trip  with  lo- 
comotives, from  Boston  to  Dedham,  was  made  in 
June,  1834,  and  Mr.  C.  commenced  running  in  the 
August  following.  His  first  engine  was  the  old 
"Whistler,"  an  imported  engine  of  Stephenson's 
construction.  With  this  and  with  the  "Philadel- 
phia," a  Norris  engine,  he  for  a  long  time  ran  the 
steamboat  train  over  the  Providence  road.  Dur- 
ing this  long  service,  Mr.  Grossman  has  never  met 
with  any  accident  resulting  in  the  death  of  a  pas- 
senger. We  rode  up  to  Boston  with  him  a  few 
days  since,  and  were  much  interested  in  his  reci- 
tal of  some  of  his  early  reminiscences  of  locomotive 
engineering.  At  one  time  he  was  running  a  freight 
train  down  "  Sharon  Hill,"  and  in  attempting  to 
"brake  up"  the  brake  fell  upon  the  track.  There 
were  then  no  brakes  upon  any  of  the  freight  cars, 
and  he  could  only  reverse  his  engine  to  stop  the 
train  from  getting  under  too  much  headway.  He 
attempted  this,  when  the  reversing  rod  broke 
loose,  and  the  engine  and  train  rushed  headlong 
down  the  grade.  He  stuck  at  his  post,  and  after 
running  a  few  miles  and  approaching  a  slight  rise 
in  the  opposite  direction,  the  train  stopped. 

The  old  "Whistler"  was,  as  late  as  last  Janua- 
ry, in  the  company's  old  engine  house  at  "India 
point,"  in  Providence.  She  was  then  capable  of 
doing  quite  efficient  service. 

Those  who  are  now  so  deeply  interested  in  rail- 
way progress  may  thus  see,  in  our  midst,  the  old- 
est engine  and  the  oldest  engineer  in  the  country, 
with  perhaps  a  rare  exception  ;  and  can  con- 
template more  fully  what  that  progress  has  been. 
We  will  say,  moreover,  that  however  much  engines 
may  have  been  improved  in  this  long  time,  it  is 
doubtful  if  the  engineers  of  the  present  day  are 
more  successful  than  their  worthy  fellow  crafts- 
man who  has  performed  his  duty  through  every 
year  of  the  history  of  the  railway  in  this  country. 
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a  corporal's  guard,  add  not  the  slightesi  tavur  was 
exhibited  for  it. 

At  the  conclusion;  of  his  remarks  :  Alderman 
Adam  ofiered  a  seijes  of  resolutions  ujx)n  the 
subject,  which  were  adopted  by  the  Bo|ird  unani- 
mously. They  not  obly  deny  the  legal  |)Ower  of 
the  Belleville  and  Illtiwoistown  Rairoaq  Com|>any 
to  construct  the  roadi  to  this  city,  but  ;prunouuce 
it  as  an  enterprise  unfccessary,  adverse  |to  the  inte- 
rests of  this  place,  akid  at  vaiiance  witli  the  long 
settled  policy  of  th*  State.  In  thei^  view,  the 
communication  with: St.  Louis  by  packet  boat  is 
as  speedy,  as  easy  and  as  intimate  as  the  demands 
of  travellers  and  the  wants  of  commerte  require. 
Immediately  after  th(e  adoption  of  the  resolutions 
the  Board  adjoumedj  So  the  question  \s  definitely 
settled  as  far  as  the  (jity  of  Alton  is  coutemed,  that 
the  projected  raiiroail  from  lUinoisVokn  to  this 
place,  under  the  "  SJjider  provision  '  of  the  Belle- 
ville charter,  shall  niot  be  constructed' it  courttt  of 
law  have  the  power  to  stop  it.  Wbat;aciion  the 
Directory  of  that  road  will  take  in  thisjstaie  of  the 
case  remains  to  be  stjeu. — AlUm  T'tkgmph. 

Ral|rMid  Items.         j 

The  Mayor  of  Baltimore  has  commbnicatcd  to 
the  city  Council  his  official  sanction  ^i  the  ordi- 
nance to  indorse  th*  bonds  of  the  Oonuellsville 
ailroad  company  to  the  amount  of  k  miUiou  of 


1 

of  tie 


The  Road  to  lilinoUtow^n  Blocked. 

On  yesterday  afternoon,  according  to  appoint- 
ment, a  Gommittee  of  the  Directory  of  the  Belle- 
ville and  Illinoistown  Railroad,  consisting  of 
Messrs.  Morrison,  Abend,  Roman,  Morris,  Sear- 
gent,  and  Hughes,  had  a  conference  with  the 
Common  Council  of  this  city,  upon  the  project  of 
extending  that  road  to  Alton  under  the  famous 
Seventeenth  section  of  their  charter.  Col.  Mor- 
rison addressed  the  Council  at  length  upon  the 
project,  setting  forth  its  present  financial  condition  j 
the  surveys  which  have  been  completed,  and  the  ; 
connection  proposed  to  be  made  with  the  Central 
Road  in  the  neighborhood  of  Cairo.  His  remarks, 
however,  were  very  general  in  their  nature,  and  I 
did  not  extend  to  the  law  sanctioning  the  enter- 
prise. That  point  was  not  discussed  at  all,  and 
was  left  for  the  Council  and  the  citizens  to  ex- 
amine for  themselves.  Throughout,  Col.  Morri- 
son was  listened  to  with  very  respectful  attention, 
though,  as  we  have  repeatedly  said  the  advocates  i 
of  the  proposed  road  in  this  city,  do  not  number  j 


dollars. 

The  Montgomery,' Ala.,  Jonmal  of  tie  22d  inst, 
states  that  the  city  Council  has  subsctibeU  ^oUU,- 
000  to  the  capital  st<>ck  of  the  Aiabanta  and  Flor- 
ida railroad  compau^'.  The  law  was  |>assed,  con- 
ditioned to  be  ratifit^d  by  a  vote  of  th*  citizens  to 
be  held  this  day,  27th  inst.  This  amruut,  if  con- 
firmed, enables  the  Company  to  start  with  a  sub- 
scribed capital  of  $  1^000,000.  1 

The  arrangeniient  for  a  consolidation  of  the  To* 
ledo,  Norwalk  and  Cleveland  road  aui  the  Junc- 
tion road,  have  beeii  completed  aud  ;adopted  by 
the  stockholders.  The  combined  r«ad,  we  be- 
lieve, is  to  be  calltid  the  Toledo  an4  Cleveland 
road. 

The  directors  of  Ithe  Somerset  anf  Kennebec 
railroad  company  at  a  meeting  held  at  WaU-rville, 
Friday,  J  une  10th,  Completed  the  organisation  of 
the  company  by  maikiug  choice  of  J(jt>eph  Katon, 
of  Winslow,  for  President,  aud  lucreise  S.  John- 
son, of  Waterville,  fbr  Treasurer,         j 

It  is  understood  that  Mr.  Eaton  ^accepts  the 
management  on  thfe  condition  that  isubseription 
to  the  amount  of  90,000  dollars  be  obtained  to 
the  stock  in  addition  to  the  Jii3U0,0UQ  already  ob- 
tained, j  i 

Notice  of  the  opening  of  books  of  subscription 
to  the  capital  stock  of  the  Atlantic  aad  Ohio  rail- 
road company  is  giVen  in  the  Warrtd  Transcript. 
That  paper  states  that  papers  have  been  tiled  at 
Columbus  for  the  Organization  of  tfa|s  company, 
with  a  capital  of  $6,000,000,  and  that^  the  project 
has  been  planned  b^'  some  of  the  nlost  wealthy 
and  energetic  capitflists  in  Ohio.         ] 

Hon.  John  A.  Dii,  Sub-Treasurer  jof  this  city, 
it  is  stated,  has  beeb  elected  President  of  tlie  Da- 
venport, Iowa,  railroad,  known  as  the  Mis.>issii)pi 
and  Missouri  company,  connecting  the  Chicago 
aud  Rock  Island  Iraiiroad,  at  Dav*ii|M}it,  with 
the  Mississippi  Riwier.  Hon.  A.  Cf  ('lagg  is  the 
Treasurer.  ; 

Mr.  Jenne,  Chieif  Engineer  of  the  Black  River  &, 
Utica  road — states  the  Wheeling  Tiaies — saysthat 
the  stock  has  beed  subscribed  to  toe  aiuuunt  of 
$100,000,  and  a  colupany  formed  for  the  manufac- 
ture of  railroad  iron  in  tnis  city.  Th|;  works  will 
go  into  operation  as  soon  as  the  macbiiiery,  apart 
of  which  is  already  made,  can  be  finislied.  The 
company  has  made  contracts  for  all  the  iron  it 
can  make  in  one  ydar. 

A  new  railroad  company  has  been  organized  un- 
der the  name  of  the  Peiii  and  Chicago  railroad, 
with  Judge  MitcheU,  of  the  Columbiiii,  Piqua  and 
Indiana  railroad,  a>  President.  Th^l  route  of  the 
road  is  from  Peru,  Indiana,  to  Chiui^.  It  is  pro^ 
posed  to  connect  with  the  Columbul,  Piqua  and 
Indiana  road  by  running  a  road  in  a  dii-ect  liod 
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from  ITuion,  the  wessern  terminus  of 'tBis  road,  to 
Peru.  I 

The  vacancy  of  the  presidency  in  ^he  Southern 
Michigan  road,  caused  by  the  death  bf  Mr.  Dox- 
tater,  has  been  filled  by  the  electioi  of  Mr.  J.  B. 
Jervia,  who  was  president  previously!  to  the  elec- 
tion of  Mr.  Doxtater.  I 

On  the  organization  of  the  North  Missouri  rail- 
road company,  John  OFallow,  Esq.,|wa8  elected 
president.  St.  Lodis  county  has  subscjribed  S500,- 
000  toward  the  road,  and  the  total  ijacans  at  the 
command  of  the  company  amounts  toj  $963,000. 

Several  of  the  directors  of  the  Syracuse  and 
Bingharapton  railroad,  with  the  president,  Hon. 
Henry  Stevens,  and  Mr.  Gilbert,  chief  engineer, 
were  in  Binghampton  last  week,  forjthe  purpose 
of  considering  and  determining  the  location  of  the 
depot  there,  and  the  question  of  crossingthe  track 
of  the  Erie  road.  i    ' 

The  village  of  Rome,  Oneida  Co.,  takjes  $160,000 
worth  of  stock  in  the  Ogdensburg,  CJlayton,  and 
Rome  railroad.     The  vote  was  unanidaous. 

Mr.  Horatio  Newhall,  a  large  stockholder  in  the 
Galena  and  Chicago  Uoion  railroad  cimpany  has, 
applied  to  Hon.  J.  M.  Wilson  Judge  of  iheCook  Co. 
county  court  of  Common  Pleas  for  ai|  injunction 
to  restrain  the  company  from  building  the  propos- 
ed western  Branch  of  their  road.  The  crounds  up- 
on which  the  injunction  is  asked,  are,  that  the 
building  of  tlie  road  is  not  warranted  jy  the  char- 
ter of  the  company,andthatits  constriction  would 
prove  ruinous  to  the  stockholders.  The  ap- 
plication is  to  be  heard  on  Thursday,  the  30th 
inst. 

The  contractors  of  the  Milwaukee  md  Water- 
town  railroad  are  Messrs.  Bishop&  Co., of  Bridge- 
port, Ct.,  who  are  to  build  the  road  b/  July  1st, 
185i,  for  $570,000,  oue  quarter  in  stock. 

The  LaCrosse  and  Milwaukee  railroad  is  now 
being  constructed  to  Portage  city,  and  the  credit 
of  Milwaukee  is  given  to  the  amount  <f  $200,000. 
From  Milwaukee  to  Portage  city,  on  tjie  Milwau- 
kee river,  is  102  miles;  and  the  road  Ito  be  com 
pleted  by  January  1,  1855.  From  Poijtage  to  La- 
Crosse on  the  Mississippi,  the  road  is  t|)  bepushed 
forward  as  rapidly  as  possible.  i 

The  Grand  Jury  of  Alleghany  county  Pa.,  have 
recommended  a  subscription  of  $500,000  to  the 
Pittsburg  and  Steubenvilie,  $150,0(X)  tt>  the  Cleve- 
land and  Pittsburg,  and  $159,000  to  thjeChartier's 
Valley  railroad.  The  whole  debt  crea^d  by  the 
county  of  Alleghany,  city  of  Pittsburg,;  and  Alleg 
hany  city,  and  the  debt  recommeudedl  to  be  ere 
ated  foots  up  $5,000,000. 


tjdito 


European  and   North    American  jEiallroad. 

A.  C.  Morton,  Esq.,  Engineer-jn-Chiejfof  the  Eu- 
ropean and  North  American  failroadj  company, 
arrived  in  town  yesterday,  and  proceed^  to  Augus- 
ta to-day  with  a  party  of  engineers,  tot  make  the 
location  of  the  line  from  Augusta  to  Bangor,  via 
China  and  Unity.  It  is  now  ascertained  that  from 
Portland  to  Bangor,  by  the  way  of  Aifgysta  and 
Unity,  the  distance  is  as  follows : 


Portland  to  Augusta . 

Augusta  to  Unity 

Unity  to  Bangor 


Miles. 
...  60 
.  ..  30 
.  ..   32 


From  Portland  to  Bangor, 
Newport,  is  as  follows: 

Portland  to  Danville  Junction . 

Danville  to  Waterville 

Waterville  to  Bangor 


122 
via  Waterville  and 


Miles. 
24.42 
56.00 
66.00 


137.42 
From  Waterville  to  Bangor  via  Unity^  according 
to  the  recent  survey  of  Mr.  Shearer,  thje  distance 
is  only  49,70  miles,  or  a  saving  of  over  6  miles  ov- 
er the  Newport  line.  i 

We  understand  that  it  is  now  so  arranged  that 
)k»  £aro,p«Aa  »ad  Korth  Amehcaa  &aiko«d  Coxxi- 

j.u'l,v,-   V  u  '■    1'-.   :  M.'^     '"  -.■v-'-f-'^-  .■■'.'V  [..••♦■>'  V'-«i' 
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pany  are  prepared  to  build  from  Bangor  to  Unity 
over  the  short  route  to  Waterville,  with  a  line  to 
Augusta,  so  that  from  Portland  to  Bangor  the  line 
by  way  of  Waterville  will  only  be  132.12  miles, 
and  by  the  way  of  Augusta  122  miles, — milking, 
by  this  arrangement,  a  saving  of  only  10  miles,  by 
means  of  adopting  the  Kennebec  and  Portland 
railroad  for  the  Grand  Trunk  ft-om  Portland  to 
Halifax,  over  that  obtained  by  adopting  the  An- 
droscoggin and  Kennebec  road. — Parlland  Adver- 
tiser. 


Texas. 

Vicksburfu       anil     Skrevcporf,    Railroad.- Mr. 

Coleman,  the  President  of  this  important  enter- 
prise, is  now  in  the  city,  raising  subscriptions  to 
forward  the  work.  We  trust  he  will  meet  with 
the  success  due  to  so  valui-ible  a  work.  Louisiana 
is  fortunate  in  obtaining  for  the  direction  of  her 
railroads  such  men  as  have  charge  of  her  great 
improvements.  It  would  be  ditticult  anywhere  to 
find  gentlemen  posessing,  in  a  higher  degree,  the 
qualifications  for  their  posts  then|Mes8rs,  James 
Robb,  Judge  Overton  and  Mr.  Coleman.  We  are 
pleased,  to  perceive  that  these  great  companies 
act  in  harmony,  concert,  and  with  the  best  under 
standing,  and  that  the  only  rivalry  which  exists 
between  them  is  the  honorable  one  which  shall  get 
ahead  fastest. 

The  Opelousas  Road,  we  understand,  is  deter- 
mined to  surprise  us  with  a  ride  of  25  miles  on 
the  4th  of  July  next.  In  the  meantime,  the  Great 
Northern  is  pushing  its  way  towards  the  Mississipi 
with  giant  strides.  There  are,  we  .learn,  fifteen 
hundred  laborers  at  work  on  the  line  between  Pass 
Manchac  and  Mississippi. 

The  New  Orleans  and  Mobile  road,  along  the 
sea  coast,  has  scarcely  been  organized  when  its 
stock  is  all  taken  up,  and  none  can  be  found  now 
for  love  or  money     This  road  is  bound  to  go  a- 


head. —  San  Antonio  Ledger. 


•Correc> 


Central  Railroad  of  Keiv  Jersejr 
tlon> 

To  THE  Editor  op  the  Am.  R.  R.  Journal. 

in  the  report  of  the  board  of  direc- 
tors of  the  Central  railroad  company,  published 
in  the  Railroad  Journal  of  the  21st  May,  1863,  the 
actual  cost  of  the  "  extension"  is  compared  with 
the  cash  estimate  made  by  the  engineer  of  the 
company,  founded  on  his  survey,  and  location  of 
said  extensioD. 

This  comparison  shows  the  cost  to  have  exceed- 
ed the  estimate,  but  the  work  having  been  paid 
for  in  the  bonds  of  the  railroad  company,  the  cost 
of  this  part  of  the  road  was  thereby  increased,  and 
it  should  have  been  stated  in  justice  to  the  engi- 
neer, that  had  the  railroad  company  been  in 
a  condition  to  have  made  the  payments  for  the 
"extension"  in  cash,  the  work  would  have  been 
completed  within  the  engineers  estimate. 

This  statement  is  made  in  justice  to  the  engin- 
eer, byorder  of  the  board, 

John  T.  Johnson,  pres't. 

|^*It  is  stated  in  relation  to  the  law  just  pass- 
ed for  the  establishment  of  electrical  telegraphic 
communication  between  France  and  Algeria,  on 
the  northern  coast  of  Africa,  that  by  agreement 
with  the  government  of  Sardinia,  the  wire  is  to 
cross  the  Mediterranean  in  three  leaps.  The  first 
will  be  from  Spezzia,  on  the  Italian  coast  near  Ge- 
noa, to  Corsica ;  the  second  from  Corsica  to  Sar- 
dinia; and  the  third  from  Sardinia  to  Bona,  on 
the  coast  of  Africa,  thence  along  the  shore  tb  Al- 
giers and  Oran.  The  submarine  telegraph  cable 
connecting  Sardinia  with  Bona  will  be  of  one  piece, 
two  hundred  kilometres — 1243>^  miles — in  length; 
and  there  will  be  on  the  whole  line  a  total  of  four 
hundred  aad  fifty  kilometres  of  submarine  wire. 


Brunswick  and  Florida  Railroad. 

We  learn  that  Hon.  8.  Foote,  who  recently  visit- 
ed England  for  that  purpose,  has  disposed  of  the 
Brunswick  and  Florida  railroad  companies  ster- 
ling bonds,  in  payment  for  the  iron  for  the  road. 
Shipment  of  rails  from  Liverpool  to  Brunswick 
will  commence  immediately.  The  iron  for  some 
ten  miles  of  this  road  arrived  some  weeks  since, 
and  in  now  being  laid  down. 


■•  Correction. 

In  our  article  on  the  cost  of  transportation  of 
freight,  in  our  number  of  June  25,  the  expense  set 
down  to  the  Erie  road  for  "incidental  charges,  re- 
pairs of  machinery,  watchmen,  etc,"  should  have 
been  $0,025,  instead  of  $0,250.  The  average  for 
the  Central  line,  for  "repairs  of  fre't  cars"  should 
be  $8.11,  instead  of  $8.18.  This  correction  was 
crowded  out  last  week.  •  ^ '•:'■' 


SeMT  S«re'«r  Cutter. 

Mr.  D.  M.  Robinson,  of  Piermont,  N.  Y.,  fore- 
man in  the  machine  shop  of  the  Erie  railroad,  has 
lately  invented  and  constructed  a  machine  forciit- 
ling  screws  on  iron  bolts,  which  has  two  peculiar- 
ities :  one  is,  that  the  driving  power  is  applied  to 
a  pulley,  giving  the  pulley  and  the  cutting  die  one 
uniform  rotary  motion,  and  thus  avoiding  the  re- 
verse motion  of  the  common  machines,  and  thus 
saving  at  least  one-third  of  the  power  and  time  of 
bolt-cutting.  Another  advantage  is,  that  the  cut- 
ting edge  of  the  cutting  die  is  perpendicular  to 
and  parallel  with  Uie  centre  of  the  bolt,  when  fit- 
ted to  its  place  to  be  cut.  The  machine  promises 
to  be  of  much  utility. 


^aiii.(.  PMl    «.£> 


Cast  Iron  WeMinfr*^'    w  •  «:, 

In  the  foundry  connected  with  the  railroad  re- 
pair shop  at  Piermont,  N.  Y.,  Harvey  Rice,  Esq., 
Superintendent,  the  experiment  has  been  success- 
fully tried  of  casting  fused  iron  upon  unmelted 
iron.  A  flange  had  been  broken  from  the  outer 
surface  of  a  locomotive  cylinde-.  Mr.  R.  E.  Falk- 
enberry,  foreman  of  casting,  so  adjusted  the  moul- 
ding-sand to  the  broken  flange  and  to  the  cylinder, 
and  so  applied  the  fused  iron  as  to  restore  the  part 
wanting.  The  minutiae  of  the  process  he  will  ex- 
plain to  those  who  inquire.  The  new  part  added 
to  the  flange  is  so  skilfully  welded  on,  that  the 
precise  line  where  the  new  and  old  parts  unite 
cannot  be  detected  after  the  parts  are  polished. — 
PUrugh,  Loom  and  Anvil. 

Remoiral  of  Red  Ri'ver  Raft. 

Mr.  Sweet,  of  Milwaukee,  has  been  on  a  visit  to 
Red  River  Raft,  for  the  purpose  of  examining  the 
work  to  be  done  in  the  removal  of  it,  and  to  de- 
cide on  a  proposition  mads  to  him  by  the  contrac- 
tor of  the  work,  Mr.  Mapes,  of  Illinois,  t*  become 
a  partner  in  the  contract.  The  Shrev^port  Gaz- 
ette learns  that  Mr.  Sweet  was  satisfied  that  the 
work  can  be  easily  done,  and  expected  to  join  in 
the  contract.  The  Gazette  says: 

A  boat  will  be  constructed ,  with  circular  saws 
running  out  in  front  and  at  the  sides,  to  go  by 
steam,  which  will  saw  the  logs  in  the  water.  Op- 
erations will  be  commenced  between  the  middle 
and  last  of  October.  It  is  believed  that  one  of 
I  he  government  snag  boats  built  and  being  built 
on  the  Ohio,  can  be  brought  over  here  to  operate 
about  and  below  the  raft. 

A  Six  Foot  Track. 

We  learn  from  the  Miltonian  that  the  Snnbury 
and  Erie  railroad  is  to  be  graded  for  a  six  foot 
track.  Orders  to  that  effect  have  been  given  to 
those  engaged  in  getting  out  the  ties,  and  the  con- 
tractors are  to  grade  the  road  one  foot  wider  than 
at  first  determined  upon.  This  important  im- 
provement is  steadily  progressing  towards  an  ear- 
ly completioa. 
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Bar  lron--Iniportaut  DUcoTerjr. 

Messrs.  Davis  &  Co.  Cincinnati,  have  erected  a 
ftimace,  forge  and  rolling  mill  all  in  the  same  room, 
»nd  are  now  making  the  best  quality  of  bar  iron 
directly  from  the  ore,  and  with  common  bitumin- 
ous coal.  The  arrangements  appears  to  be  ample 
and  excellent,  and  the  price  of  iron  must  be  mater- 
ially reduced  by  its  adoption.  The  metal  as  it  is 
melted  in  the  furnace  is  drawn  off  in  the  liquid 
state  to  the  puddling  oven,  where  it  is  balled  and 
put  under  the  strip  hammer.  After  being  suffci- 
ently  hammered  into  blooms  it  is  again  hated  and 
put  through  the  rolling  mill.  All  these  operations 
are  cheajjened  by  the  new  arrangement,  so  that 
the  cost  is  but  trifling  compared  with  the  old  pro- 
cess. Mr.  Cist,  of  Cincinnati,  speaks  of  its  advan- 
tages as  follows : 

The  great  advantageous  claimed  in  this  process 
are — the  cheapness  with  which  the  iron  is  made, 
the  cost  estimated  at  but  S23,  where  the  ore  and 
coal  is  near  at  hand — the  use  exclusively  of  the 
common  bituminous  coal — the  uniform  good  qua- 
lity of  the  iron — and,  compared  with  a  blast  fur- 
nace, costing,  say  830,000,  which  usually  produces 
nine  tuns  pig  iron,  worth  say  $30  per  tun,  the 
daily  products  would  be  $270,  the  same  invest- 
ment, say  $30,000,  will  build  twenty  of  these  fur- 
naces, allowing  $15,000  for  machinery,  houses, 
&c.,  which  twenty  fumices,  at  the  poorest  yield 
ever  yet  made,  will  produce  40  tons  blooms  daily, 
worth,  at  the  least,  $60  per  tun  when  pig  iron  is 
worth  $30,  making  $2,400  daily  product  from  a 
$30,000  investment,  against  $270  product  at  a 
blast  furnace,  and  the  comparative  cost  of  labor, 
nothing,  compared  with  increased  product.  The 
works  are  all  continued  in  a  building  30  by  50  feet, 
and  the  estimated  room  reqeired  for  twenty  fur- 
naces and  necessary  machinery,  is  a  single  shed 
140  feet  long  and  fifty  wide. 

Th«  Statistics  of  Buffalo. 

The  directory  of  the  City  of  Buffalo  for  the  year 
1863  has  been  recently  issued,  from  which  we 
gather  the  following  statistics  of  that  flourishing 
city :  There  are  eleven  banks  there,  with  a  capital 
of  $1,400,000,  with  six  railroads  having  their  ter- 
minus in  that  city,  and  three  others  in  various 
stages  of  progress.  The  number  of  churches  is  42_ 
There  are  eight  daily  newspapers,  six  tri-weekly, 
and  11  weekly  published  in  Buffalo.  The  directo- 
ry contains  about  14,000  names.  The  population 
of  the  city  at  the  present  time  is  probably  all  of 
60,000. 

Ne^v  HiTen  Railroad. 

The  New  Haven  railroad  company  paid  $5,000 
to  Mrs.  M.  W.  Dimock,  of  Mansfield,  whose  hus- 
band was  killed  at  Norwalk.  This  was  the  sum 
claimed  by  her,  and  it  was  promptly  paid. 

TUmco-vry  of  a  Deposit  of  Hydraalle  I<laie. 

We  are  informed  that  the  Engineers  of  the  Ills. 
Central  railroad  have  discovered  within  a  few 
miles  of  this  city,  a  large,  and  apparently  inex- 
haustible deposit  of  Hydraulic  Lime,  lying  contig- 
uous to  the  Mississippi.  Specimens  of  the  rock 
are  now  being  tested  to  ascertain  its  value. — Du- 
buque Herald. 


West  Poikt. — The  Board  of  Visitors  of  this 
institution  have  recommended  several  important 
changes.  Among  them  are  the  erection  of  a  new 
building  for  cavalry  exercise;  the  enlargement  of 
tlie  Cadet's  Hospital,  additional  quarters  for  offi- 
cese,  smd  increase  in  the  number  of  cadets,  so  as 
to  give  two  additional  to  each  State,  correspond- 
ing with  the  nnmbers  of  Senators  ;  an  extension 
of  the  period  of  instructicn  to  five  years ;  and 
and  increase  of  the  pay  of  the  cadets  from  $24  to 
$28  per  month  ;  the  equalization  of  the  pay  of  all 
the  professors,  and  also  the  pay  of  their  assistants. 
With  some  others  of  less  momeat. 


1^"  At  a  meeting  of  the  stockholders  of  the 
Chattanooga,  Harrison,  Georgetown  and  Charles- 
town  Railroad  company,  held  at  Chattanooga,  on 
the  28th  inst.,  V.  K.  Stephenson,  Esq.,  was 
elected  President,  and  KerBoyce,  James  Williams 
Robert  Cravens  and  James  A.  Whiteside  was 
elected  Directors  of  the  company. 


Qlrard  Railroad  Blsettnf^. 

In  our  last  we  noticed  the  fact  that  a  meeting  of 
our  citizens  was  being  held  at  the  Alambra;  but 
that  no  action  had  been  taken  up  to  the  hour  of 
our  going  to  press. 

The  following  resolution  and  provisions  were 
subsequently  offered  and  unanimously  adopted: 

Resolved,  That  the  views  and  wishes  of  the  citi- 
zens of  Mobile,  in  regard  to  subscribing  to  stock  to 
the  amount  of  $1000,000  to  the  Girard  Railroad, 
Company,  as  expressed  at  a  public  meeting  held 
at  the  Alhambra  on  the  11th  May  last — remain 
unchanged,  and  it  is  deemed  important  that  the 
corporate  authorities  of  this  city  take  immediate 
action  to  carry  those  views  and  wishes  into  ef- 
fect. 

1st.  Provided  that  the  location  of  the  road  near 
and  at  the  Mobile  terminus,  shall  be  under  the 
controal  and  direction  of  the  city  of  Mobile. 

2d.  Provided  that  the  authorities  of  the  city 
are  assured,  by  the  most  satisfactory  evidence,  of 
the  ability  of  the  company  to  put  the  whole  road 
in  complete  running  order  within  three  yearsj 

3d.  Provided  that  branches  from  Montgomerj' 
and  Selma,  and  other  points  in  the  State  of  Ala- 
bama, should  be  permitted  to  join  the  road  at  any 
time  and  pla^e  they  may  select,  and  that  no  dis- 
criminating charges  shall  be  exacted  at  any  time 
on  any  part  of  the  road. — Mobile  News.  j 

Portland  and  Montreal  Railroad. 

We  learn  thai  only  ten  miles  of  track  upon  this 
road  are  to  be  iaid,  and  that  the  work  is  now  pro- 
ceeding at  the  rate  of  nearly  one  mile  per  day. 
The  locomotive  will  run  over  the  whole  road  about 
the  first  of  the  coming  month,  and  in  season  for 
the  pleasure  travel,  which  bids  fair  to  be  verj' 
large.        ■•    .•  '  r 


Kentneky. 

Covington  and  Lexington  Railroad. — The  com- 
pletion of  Grant's  Tunnel,  ten  miles  from  Coving- 
ton, on  the  Covington  and  Lexington  railroad,  was 
made  the  occasion  of  an  excursion  on  that  road  on 
Saturday  last. — Upwards  of  1000  citizens  of  Cov- 
ington and  Cincinnati  participated.  The  Tunnel, 
which  was  finished  on  the  Thursday  previous,  was 
lighted  with  candles  about  six  feet  apart  the  entire 
distance  through,  (2,167  feet)  and  presented  a 
very  beautiful  appearance.  The  first  tunnel  (An- 
derson's) is  763  feet  long  and  about  100  feet  below 
the  surface  of  the  earth,  and  Grant's  tunnell  about 
300  feet  below.  The  track  is  laid  about  half  a 
mile  beyond  the  tunnel,  jmd  the  company  expect 
to  have  the  track  laid  as  far  as  Falmouth  by  the 
15th  of  August,  when  a  train  of  passenger  cars 

will  be  put  on. 

«  i-  .   -i 

.^.-■■■-  1 

Ohio. 

Centrail  Railroao. — The  ZanesviUe  Gazette,  a 
few  days  since,  contsined  an  article  on  the  coast, 
&.c,  of  the  important  structure,  that  is  of  interest 
to  the  stockholders  and  to  the  public  generally. 
The  road  from  Columbus  to  Zaoesville  is  59  miles 
long.  The  construction  account  $665,535  66.  The 
superstructure  cost  $3000,  849  11.  The  right  of 
way,  $23,220  93.  The  discount  on  bonds,  premium 
and  exchange,  taxes,  salaries,  repairs,  &c.,  to  Jan- 
uary 18th,  '68,  amounted  to  $161,975  41.  The  re- 
ceipts of  the  road  were  $51,447  03. 

The  total  cost  of  the  road,  including  machinery, 
grounds  for  depots,  &<:.,  is  $1,192,326, 


^ 


Sur-vey  Commenced. 

A  full  corps  of  Engineers  have  comlnenced  the 
survey  of  the  line  of  the  Independence'  railroad— 
from  Williamsport,  ta.,  to  the  N.  W.  Va.  road.— 
Mr.  Joseph  Dudley,  an  experienced  ind  skillAil 
man,  late  Engineer  Of  the  Vermont  Qentral  rail- 
road, is  the  Chief  Engineer.— 3fanc««'  Int. 
V ._ 

The  Huntsville  A^ocate  says,  the  project  of  « 
Railroad  from  some  |)oint  on  the  Selad)  road  near 
or  above  Montevallo  to  the  MobiM  and  Ohio 
Railroad  nearly  We$t  of  Demopolts  at]d  through 
Tuscaloosa,  is  excitibg  a  lively  interest  in  that 
region.  It  is  an  important  and  valuafalle  and  will 
and  be  a  profitable  tfonnectiou. 


liailroad  Lettiiij^. 

KENOSHA  AND  BELOIT  RAILfeOAD. 

ON  and  after  the  irst  day  of  Augusd  next,  and 
until  the  15th  df  August,  inclusivj^,  proposals 
will^L'  received,  under  seal,  at  the  Oittice  of  the 
Kenosha  and  Beloit  Railroad  company,  in  Keno- 
sha, for  the  construction  of  the  entir0  road  from 
Keuosha  to  the  Rock  River  Union  Valley  Railroad, 
a  distance  of  about  (0  miles. 

The  proposals  may  be  made  for  tiie  grading, 
masonry,  ties,  and  entire  construclioa  in  a  siugle 
contract — or  for  theisame  andall  iU.-mS  separately, 
and  in  independent  Contracts  by  difi«^'nt  individ- 
uals. They  will  likewise  be  received  ftjr  the  above 
in  parts.  The  work,  will  besides  be  divided  into 
sections  of  moderate  length,  and  pro^sals,  as  a- 
bove,  for  a  single  sqction  or  any  nua|ber  of  sec- 
tions will  be  received. 

Profiles  and  speci^cations  may  be  inspected  at 
the  Engineer's  OflSct  in  Kenosha,  on  iind  between 
the  days  above  specified,  and  forms  ojf  proposals 
will  be  supplied  to  1  all  who  desire  \4  take  con- 

f.rAf.tJi  ' 

ALBX.  C.  TWINING,  Engineer. 
Engineer's  Office,  k.euosba,  June  2(i 


To  Rallr 
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d  Contrattors. 


PEUKIA  AND  UViUAWKA  KAliKOAD. 

PROPOSALS  will  be  received  by  th^ undersign- 
ed, at  their  oflSce  on  Main  street.  Opposite  the 
Court  House,  until  the  15th  of  July  n^xt,  for  the 
grubbing,  clearing,  grading  and  irestle^ork  of  that 
portion  of  the  above  road  extending  fl-om  the  city 
of  Peoria  to  the  junction  with  the  Chicago  and 
Mississippi  railioad,  a  distance  of  tifXy  miles.  The 
line  will  be  divided  into  two  mile  stctions,  but 
contractors  can  bid  for  as  many  as  tbe^  please. 

Profiles,  Specifications,  etc.,  can  betseen  at  the 
oflBce  of  the  Chief  Engineer,  Richard  iP.  Morgan, 
Esq. 

CJRUGER,  SECOR  &  Co. 


To  ciontractorsi 

SEALED  PROPOSALS  wUI  be  reco^ved  at  the 
Engineer  s  Office  of  the  Pittsburg^  Maysville, 
and  Cincinnati  Railroad,  in  M'Connellfeville,  until 
the  20th  July,  for  thfc  Graduation  and  Masonry  of 
the  line  of  road  (about  36  sections)  between  the 
Muskingum  river  and   the  Central  Ohio  Railroad. 

Bids  enclosing  proper  testimonials,  will  be  re- 
ceived for  the  whole  or  any  number  of  the  above 
sections. 

Plans  and  specifications  will  be  reacfy  for  exam- 
ination after  the  10th  of  July. 

The  division  between  the  Muskinguiti  and  Hock- 
ing rivers  will  be  offered  for  contract,  as  soon  as 
the  location  is  completed.      ROB'T  M'LEOD, 

Chief  Engineer. 

M'CoNVELLSviLLE,  Juuc  4th,  185^ .'  - 


"Gardner's  Rock  Drill." 

DESIGNED  for  Tunnelling,  Quarry  uve,  andiBock  Ezcava- 
tioiis  of  all  descnptiofth,  by  tiie  lue  of  «'tuci»  a  saving  of  M 
to  75  per  cent  is  made. 

ApiiUcations  for  Tenitolial  Rights  and  Machined  mutit  bemad* 
to  the  Patentee.  ;     G.  AKTHUR  GABiDNER, 

Thoity  BuildiiMH,  Braadway. 
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Notice  to  Contractors. 


FREMONT  AND  INDIANA  RjlILROAD. 

SEALED  PROPOSALS  will  be  rfeceived  at  the 
Eugineer's  Office,  in  Fremont,  until  the  20th 
day  of  July  next,  at  noon,  for  the  Q|-ubbing  Clear- 
ing, Grading,  Masonry,  Bridging  atad  Cross  Ties 
for  said  road,  from  Fremont  to  Lipia  ;  sixty-six 
miles.  i 

The  line  will  be  divided  into   sections  of  about 
one  mile  each,  and  bids  will  be  received  for  one  or 


more,  or  the  whole. 


Propositions  for  completing  the  edtire  line  ready 
for  business,  are  also  invited.  \ 

The  Company  reserve  the  right  to  reject  any 
and  all  propos^Us  that  are  not  considi^red  satisfac- 
tory. 

This  road,  running  through  a  populous  and  heal- 
thy country,  where  supplies  are  che4p  and  abun- 
dant, otters  unusual  inducements  to  Contract- 
ors. 

Maps,  Profiles,  Plans  and  SpeciQcaltions,  will  be 
ready  fur  examination  on  and  alter  tins,  15th  day 
of  J  uly. 

A.  BROOKS,  Chief 

Fremont,  0.,  June  23rd,  1863. 


Engineer. 


AMOSLI2AG  3IANF''G  CO. 

MANUFACTUaERS  of  LOCOMOTIVE  aija  STATIONA- 
KY  STEA.\1  ENUl.NES,  Boilers,  Colloukiid  Woolen  Ma- 
ctuueo'i  Tuolii,  Turbiue  Wbuelit,  Alill  Work  aud  C|a8Uut{8  ofevery 
dudcrtutiuLL  I 

^  MANCHESTER,  N.  H. 

'  O.  W.  BAYLf  Y,  A^erU, 

WJt  AMORY,  Treanirer,  MauJheiitor,  N.  H. 

65  State  »t.,  Boston,  Maaa.  ly  jy  ti. 

Lawrence  Seientiflc  School, 
llarvurd  UniyersUy. 

CAMBRIDGE,  MASS.   i 

Tli£  next  term- of  this  Institution  irill  open  on 
the  first  day  of  September,  1863,' and  contin- 
ue 20  weeks. 

Instruction  by  recitations,  lectures  a^d  practical 
exercises,  according  to  the  nature  oft  the  study, 
will  be  given  in —  ' 

Astronomy by  MessiJB.  Bond. 

BoUny "  Prof.       Gray. 

Chemistry,    Analytical    and 

Practical...' "     "  Horsford. 

Comparative     Anatomy  and 

Pnysiology "     "  Wyman. 

Engineering "     "  Eustis. 

Mathematics "     "  Pierce. 

Miutraiogy "     "  Cooke. 

Physics "     "        '  Lovering. 

Zoology  and  Geology "    "  Agaasiz. 

For  further  information  concemiDg  the  School, 
application  may  be  made  to  Prof.  E.  N.  Horsford, 
Deaa  of  the  Faculty. 


Cambridge,  July 


15, 1858. 


Notice  to  Contractors. 

PROPOSALS  for  the  grading,  bridgipg  and  mar 
sonry  of  the  Western  division  of  th0  Covington 
and  Oliio  Railroad,  will  be  received  ati  the  Otlice 
of  the  Engineer  at  Guyandotte,  Cabell  County, 
Virginia,  between  the  20th  and  30th  of  June  next, 
liiey  will  embrace  about  forty-six  m|le  sections, 
bridges  over  Twelve  Pole,  Guyandott4  and  Mud 
Elvers,  and  a  tunnel  of  1600  or  1600  fe«t  in  length, 
at  the  bend  of  Mud  River. 

i  Also,  between  the  Ist.  and  16th.  of  jJuly  next, 
proposals  will  be  received  at  Covingtoi,  Virginia, 
for  the  grading,  bridging  and  masonry  Of  that  por- 
tion of  the  Eastern  diviaion,  lyuig  between  the  town 
of  Covington  and  Hayne's  Fanu,  on  Jatikaon's  riv- 
er— a  distance  of  10  or  11  miles  of  very  heavy  work' 
includuig  much  heavy  retainmg  wall,  J  two  large 
bridges  over  Jackson  s  River,  and  probibly  2  tun- 
nels. ' 

The  successful  bids  will  be  declared  las  soon  as 
practicable  alter  16th  July. 

By  order  of  the  Board  of  Public  Wot-kfl. 

CHARLES  B.  S<LiW, 
Chief  Engineer  Covington  &.  Ohioi  R.  R.  Co. 
Letpisburg,  Va.,  May  2A,  1863 


BKST  CAST  STEEL. 

Which  obtained  the  Coiuicil  Jri-lal  at  tlie  London  Bx)iibitioo  in 

185L 

Warranted  unapproachable  aa  to  Quality  and  Sixe, 

PLATERS  and  other  Cast-Steel  Rollera,  of  any  dimensionB, 
not  exceeding;  t^ix  feet  Iomj<  by  eighteen  incbea  diameter. 
Piston  Rods  and  Shaft*  ft>r  Steam  Kiitrines. 
Railway  and  other  Axles,  CrankH,  Springs  and  Tjtm, 
Cannon,  Rifle  and  Giiu  Itarrela. 
Mint  and  other  Rdthii^'  Mills  ' 

— Partjculariy  appllMibte  fbr— 
Enijravers'  Tr-.n.-^for  Rollers  and  Plates  ;  Di«>«inkeirf,  Tool-nw 
kere,  Reed  an«I  Lace  Makers'  use ;  Dredging  Chains,  etc,  etc. 
MiniifactUTod  at  Esaen,  In  Rhenish  Prussia,  by  Friid.  Kecpp 
A«sotai,        THOAIASPKOSSER  ASON, 
•PM  a>  PiMtrtiMt,  N«w  Tock 

Notice  to  Contractors. 

MARIETTA  AND  CINCINNATI  RAILROAD. 
Letlings  of  Easlern  and  Western  Divisions. 

PROPOSALS  will  be  received  up  to  the  12th  of 
JJuly,  at  the  Engineer's  office  in  Marietta,  for 
the  graduation,  Masonry,  etc.,  of  the  seventh 
and  8th  Divisions  of  this  road,  extending  from  Ma- 
rietta to  Zane's  Island,  opposite  the  city  of  Wheel- 
ing. 

The  line  will  be  divided  into  about  one  mile  sec- 
tions, on  some  of  which  there  will  be  heavy  ma- 
sonry, and  other  work  worthy  the  notice  of  the 
most  responsible  contractors. 

Plans,  Profiles  and  Specifications  will  be  ready 
for  examination  at  Marietta,  and  on  the  line  of  the 
8th  Division,  near  Wheeling,  on  and  after  July  the 
4th. 

Proposals  will  be  received  at  the  same  time  and 
place  for  the  construction  of  about  20  miles,  being 
that  portion  of  the  road  between  Blanchester  and 
Milford,  14  miles  out  of  Cincinnati,  on  the  Little 
Miami   Railroad. 

Plans,  Profiles  and  Specifications  for  this  divi- 
sion will  be  ready  for  examination  at  the  En- 
gineer's Office,  in  the  Manchester.  Building,  Third 
Street,  Cincinnati,  on  and  after  the  first  day  of 
July. 

The  line  of  the  road  from  Marietta  and  Belpre 
to  Blanchester,  being  already  imder  contract,  and 
well  advanced  in  construction ;  the  work  now  of- 
fered forms  the  only  remaing  link  to  complete  the 
connexion  from  Cincinnati  toPhiladelphia,  by  way 
of  the  Pennsylvania  railroad. 

Recent  subscriptions  of  SI, 150 ,000  by  the  Penn- 
sylvania railroad  Co.,  the  city  of  Wheeling  and  in- 
dividuals, to  the  capital  stock  of  the  company,  will 
ensure  the  prompt  completion  of  this  great  work 
from  CiQcinnati  to  Wheeling. 

WM.  P.  CUTLER,  President. 

A.  Kennedy,  Engineer. 

Marietta,  May  30.  1863. 

CENTRAL  RAILROAU    CO. 

OF   NEW  JERSEY. 

$950,000  of  Stock. 

BY  ORDER  of  the  Board  of  Directors,  the  Fi- 
nance Committee  of  the  Central  Railroad  Co. 
of  New  Jersey  will  open  Books  of  Subscription  for 
the  Unissued  Stock  of  the  Company,  amounting  to 
$960,000,  at  the  Bank  of  Amkrica,  in  the  City  of 
New  York,  on  the  27th  June  instant,  and  keep  the 
same  open  one  week,  unless  the  whole  amount 
shall  be  sooner  subscribed.  This  Stock  comprises 
all  that  the  Company  are  entitled  to  issue,  and  the 
money  received  is  to  be  applied  to  the  construc- 
tion of  a  second  track,  improvements  at  Elizabeth- 
port,  and  other  preparations  imperatively  demand- 
ed by  the  connections  to  be  opened  in  another 
year.  This  mode  of  distribution  has  been  adopt- 
ed, in  preference  to  a  pro  rata  allotment,  to  en- 
large the  number  of  stockholders,  and  facilitate 
the  acquisition  of  stock  by  those  now  desirous  but 
unable  to  procure  it. 

The  Ferry,  12  miles,  from  New  York  to  Eliza- 
betbport,  and  the  Railroad,  63  miles,  from  Eliza- 
bethport  to  Easton,  Pa.,  have  been  operated  thro' 
the  entire  distance  for  nearly  a  year,  and  both  are 
fully  equipped  for  the  present  business.  Passen- 
gers preferring  the  land  route  can  go  fVom  New 
York  by  the  way  of  Newark  to  Elizabethtown  and 
there  intersect  the  trains. 


From  the  terminus  at  Easton,  the  Lehigh  Val- 
ley Railroad  is  in  active  course  of  construction  to 
Mauch  Chunk,  46  miles,  and  will  be  opened  in  Ju. 
ly,  1864,  connecting  New  York,  winter  and  sum. 
mer,  with  the  Lehigh  coal  fields,  by  a  route  of  ou- 
ly  126  miles ;  the  Lehigh  road  having  only  de- 
scending or  level  grades,  and  the  Central  Road  uo 
grade  over  21  feet  to  the  mile.  At  Tamaqua  the 
Lehigh  road  connects  with  the  Catawissa  ruad,  now 
coiistiueting,  and  to  be  completed  in  May,  1854. 
This  connects  with  the  Suubury  and  Erie  road, 
now  uudcT  contract  and  to  be  completed  in  two 
years.  Thus  the  year  1865  will  see  a  new  route 
I  of  lavorable  grades  and  curves  only  4ti2  miles  in 
length,  opening  from  New  York  to  Erie  on  Lake 
Erie. 

A  direct  and  favorable  connection  with  Pitts- 
burg and  the  Pennsylvania  Central  Railroad,  caa 
also  be  made  through  existing  roads  and  charters. 

From  New  Hampton,  a  point  on  the  Central 
Railroad  of  New  Jersey,  5y  miles  from  New  York, 
the  Warren  Branch  road  in  connection  with  the 
Delaware,  Lackawanna  and  Western  road  and  the 
Oswego,  Syracuse  and  Binghamtonroad,  will  bring 
the  Lackawanna  coal  region  within.  133  mi lei(\ of 
New  York,  with  grades  of  only  21  feet  to  the  mile 
(except  for  a  few  miles  in  leaving  the  coal  basis  at 
Scranton),  and  give  an  anbroken  line  of  six  feet 
gauge,  310  miles  in  length,  from  New  York  to  Os- 
wego on  Lake  Ontario.  Of  this  distance,  156  miles 
are  finished  and  in  operation  ;  80  miles  are  under 
construction  and  to  ne  opened  this  Fall ;  the  re- 
maining 74  miles  are  located,  contiacted,  and  to 
be  completed  in  the  Fall  of  1854. 

It  may  be  interesting  to  state  that  the  Central 
Railroad  of  New  Jersey,  from  its  local  business, 
without  any  of  the  anticipated  connections,  has 
been  enabled  to  pay  seven  per  cent  on  the  cost  of 
the  several  sections  as  they  have  been  opened,  and 
that  the  entire  road,  with  its  present  local  busi- 
ness, is  now  paying  dividends  at  that  rate. 

At  the  close  of  the  fiscal  year,  April  1, 1853,  the 
financial  condition  of  the  company  was  as  follows : 

Capital  stock $1,034,700  00 

Mortgage  bonds,  7  per  cent 1,500,000  00 

Other  bonds,  6  per  cent 113,000  00 

Bills  payable  and  balance  due 249,022  04 

Balance  of  earnings  over  dividend..  1,006  86 

*■      '     '  ■'"■■'' -^    '""    '$2,897,728  89 

This  was  represented  by  the  following  property : 

Railroad,  average  $37,800  per  mile.  $2,379,886  64 

Ferry  interest  and  boats 140,900  00 

Station  houses,  shops,  etc 78,000  00 

Laud  at  Elizabethport 66,016  77 

Equipment 218,604  64 

Materials,  wood,  coal,  cash,  etc ....        26,420  84 


■•  ■    ■  ■  .-'"."J  ■";.         $2,897,728  89 

Full  statements  of  the  condition  of  the  compa- 
ny can  be  obtained  at  the  office,  5  Wall  street, 
where  those  desirous  to  examine  the  road  with 
reference  to  investment  can  procure  tickets  for  the 
trip. 

The  Finance  Committee  call  the  attention  of 
capitalists  with  the  greatest  confidence  to  the  pre- 
sent position  and  future  prospects  of  the  road,  be- 
lievu)g  that  no  road  in  this  viQiuity  presents  great- 
er inducements  for  investment.  They  restrve  the 
right  to  reject  or  reduce  subscriptions,  if  the  whole 
amount  subscribed  should  eseed  the  amount  to  be 
issued. 

Ten  per  cent  wUl  be  required  to  be  paid  on  al- 
lotment of  the  stock,  and  the  remainder  in  instal- 
ments of  ten  per  cent  every  sixty  days  on  notice, 
as  requii-ed.  Interest  at  the  rate  of  seven  per  cent 
will  be  allowed  till  the  instalments  have  all  been 
called.  If  the  dividends  on  the  full  stock  are  at 
a  higher  rate,  the  ditt'erence  will  be  made  good  to 
thh  scrip  Stockholders  when  their  stock  is  filled 
up. 

Dated  New  York,  June  17,  1853.    (titooi  1*^*'^- 
JOHN  T.  JOHNSTON,        . 
JOHN  C.  GREEN,  /      Finance 

WILLIAM  E.  DODGE,       I  Committee. 
WILLIAM  S.  W£IMOR£,<^ 
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Railroad  Negotiations. 

.Vtjr  Orkan.<,  Jachxon  and  Great  Sorthern  Rail- 
roatl. — Mr.  James  Robb,  President  of  the  above 
company,  recently  sailed  for  England  for  the  pur- 
pose of  negotiating  its  bonds  in  the  London  mar- 
ket. 

The  length  of  the  road  is  410  miles,  and  will 
cost  at  the  best  calculation  S'"0,000  to  the  mile  or 
S12,300,0OO.  The  means  provided  are  as  fol- 
lows— 

Subscription  of  City  of  New  f>rleans.  .  .$2,000,000 

•"  State  of  Louisiana 1,600,000 

"         "Counties 717,600 

"  "  Individuals 458,525 

"Contractors 20.000 

;  $4,976,125 

The  surveys  of  the  whole  line  are  not  yet  com- 
pleted.   A  small  portion  of  it  only  has  been  plac- 


Therc  is  an  ini>nonse  amount 
.Mnent 
would  be  as 


ed  under  contract.     The  whole  amount  exi>ended  out,  than  with  thcU 

thus  far  in  construction  is  $08,127.  jof  venality  and  c|ori-uption  in  the  i^aiiagement  of 

The  city  subscription  is  met  by  a  lax  upon  the|the  Erie  Canal  in  this  SUite,  whicl 
real  estate  of  the  city  of  one-half  per  cent.,  wliich  glaiing  as  in  the  case  of  the  Penns  -Ivania  works 
will  produce  from  S350,<MK>  to  ;ft4(l0,(>00  annually:  did  not  its  immerse  revenues  hide  the  mullitudr 
distributing  the  payments  through  six  yearnJ.  By  iof  sins  that  are  ommitted:  It  is  lotoriuus  that 
the  terms  of  sub.scription  on  the  part  of  the  State.  j"(Jovernment  wo -k,'"  as  it  is  calkil,  costs  twice 
only  one  half  of  the  subscription  will  become  due  as  much  as  would  a  contr;u;t  put  od  L  by  an  itultci- 
by  the  first  of  January,  1859.      The  full  payment  finol.     There.usoii  is  obvious.     In  fio  latter  case 


of  the  latter  subscription  may  never  become 
due  unless  the  capital  stock  should  be  u»crease<l 
to  the  amount  of  S8,001>,000.  The  payments 
of  the  County  subscriptions  are  distributed 
throtigh  a  series  of  years,  none  being  made 
upon  less  time  than  5.  Upon  this  basis  Mr.  Robb 
goes  to  London  to  negotiate  a  loan  of  S6,0<X),000, 
to  carry  forward  the  work. 
Now,  admitting  the  importance  of  the  work  to 


the  city  of  New  Orleans,  and  its  prospective  value 'cost  $12,000,000,  at  least  one-thir^  of  this  sum 
its  a  commercial  enterprise,  it  strikes  us  that  the  should  have  been  nnvutc  subscriptitiis.  Sucham^'t 
present  attempt  to  negotiate  a  loan  to  the  amount 'would  have  requ  red  at  least  5<X)b  stockholders, 
of  SO,fM)0,000  is  premature,  ill  advised,  not  jus- 1 each  of  whom  wculd  have  become  [lot  only  a  lirm 
tified  by  the  financial  condition  of  the  company,  fii'nd  of  the   roa^,  but  a  vi-ilant 


the  gtiivsan:  me;«sured  by  what  call  be  snred -.  iu 
the  former  by  what,  as  far  as  Govqrnment  is  con- 
cerned, can  be  inislct/.  Such  is  tl|e  case  with  all 
work  where  priv^  tie  interests  do  not  act  as  jiuard 
over  expenditure!.  I 

The  iwlicy  we  urged  upon  Uie  |KK)i)le  of  New 
Orleans  wiis  to  provide  a  very  large  individual 
stock  subscriptio  1  as  the  basis  ofnny  loan  they 
might  be  obliged  to  make.     Suppose  the  road  to 


committee  of 
rights,  and  to 
would  feel  evc- 


and  very  likely  to  end  disastrously,  rather  than  safety,  always  on  hand  to  defend  iU 
to  be  productive  of  really  beneficial  results.  {maintain  its  inU'rists.  Each  person 

Wc  are  opposed  to  the  policy  of  building  rail-  ry  cent  lost,  to  be  his  loss.  The  stoc  ^holders  would  ^ 
roads  entirely  upon  credits,  as  this  road  is  propos-  scrutinize  every  jict  of  the  director^,  and  their  vi-  : 
ed  to  be  built.  Our  objection  is  not  a  new  one.— gilance  always  C3  cite  1  would  oi»cr;Jte  as  a  whole- 
We  have  watched  with  care  the  recent  movements  some  check  upon  any  unadvised  ok  unwarranted 
of  New  Orleans,  and  more  than  two  years  ago  we  step.  In  such  case  nothing  could  io  wrong,  with- 
pointed  out  the  dangers  into  which  she  was  likely  out  being  brought  to  light,  and  tliejspirit  of  inqui- 
to  fall.  We  took  the  ground  that  municipal  cor-  ry  investigation  aroused,  would  bri|i£  to  the  aid 
porations  were  incompetent  to  the  task  of  con-  of  the  directoi-s  tie  best  talent  ancO  ability  in  the 
structing  and  managing  railroads,  which  are  com-  whole  community.  Where  the  majority  of  a  com- 
mercial enterprises,  and  can  oidy  succeed  by  ninnity  were  stocfcholders,  they  w|uld  bo  able  to 
bringing  in  aid  of  their  management  private  inter- ,  create  a  public  fjjeling  in  favor  of !  a  work  which 
ests  and  individual  siigacity.  Where  the  manage- ,  \vould  be  of  incalculable  value,  in  a  jK-cuniaiy  |K)int 
ment  of  a  railroad,  or  any  similar  work,  is  entrus- 1  of  ^iew.  When,  <in  the  other  hATid,jiii.diru/,„t/s  are 
ted  to  the  officers  of  a  municipal  corporation,  thei»ot  interested  in  :  favor  of,  Uiey  wll  be  .-igainst  a 
immediate  interest  they  have  to  make  all  they  can  jrailroad,  aud  thi^  fact  alone  often  aflds  vastly  to  its 
out  of  the  work  as  it  progresses,  or  their  posiUonkost  in  the  increased  cost  of  many  bf  the  more  im- 


in  reference  to  it  far  outweighs  the  more  remote 
and  contingent  good  they  may  have  at  stake :  aud 
experience  h;»s  proved  the  rule  to  be  universal 
that  such  work  will  be  mismanaged.  Take  the 
case  of  Pennsylvania.  The  construction  of  her 
public  works  has  been  but  one  scene  of  profligacy 
from  beginning  to  end,  and  it  is  now  a  grave  ques- 
tion whether  the  State  would  not  be  better  with- 


portant  items  of  Construction. 

We  advised  th^  j>eople  of  New  Orleans  to  pur- 
sue the  s.-ime  course  that  their  sistf  r  city.  Mobile, 
has  done.  That  city,  only  one-si.>ith  the  size  of 
New  Orleans,  un)iertook,  single  h;|ndcd.  the  con- 
struction of  a  miich  greater  work,  the  Mobile  and 
<»hio  railroad,  l^y  the  a<loption  ofla  projKjr  policy 
the  completion  of  this  great  work  i  li  uow  uot  ouly^ 


|. 
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secured,  and  that   too  at  an  early  <lay 
whole  has  been  rendered  a  task  of  as  little  diffi 
culty  as  would  have  been  the  construclion  of  fifty 
miles  of  road.     As  is  the  c.-isc  with  the  S^ew  Orle- 
ans, and  Great  Northern,  the  line  of  t  lo  former 
traverses,  fur  the   greater  part  of  its  distance,  a 
country  passessing  sufficient  local   tnears   to  pre- 
pare the  road  bed  for  the  iron.     Itsnianiigcrs  laid 
it  down  as  an  inflexible  rule  that  they  vould  put 
no  part  of  the  road  under  contract,  only  so  f  «st,  as 
the  local  population  would  i)rovidc  the  nieans  ofj 
graduation.     No  difliculty  whatever  wa;*  Mound  in  1 
securing  the   j)ropcr  pledges  from  the  pioper  par- : 
tics,  as  soon  as  they  were  made  to  u  idcrstand  I 
what  was  expected  from  them,  and  the  work  uj*- ! 
on  the  entire  line  is  now  making  the  u  ost  rapid  • 
progress  from  local  means  alone ;  and  ivhen  the  j 
work  of  graduation  shall  be  completed,  tiiecompa- ' 
ny  will  fimJ  capitalists  ready  to  take   tl  eir  bonds  • 
and  furni.sh  them  with   the  balance   ne(  essary  to 
complete  the  road  upon  most  favorable  t(  rras.  But 
these  are  not  all  the  advantages  resultin  ;lrom  the  j 
policy  adopted  in  the  case  before  us.     'The  road,! 
in  a  great  measure,  has  become  the  common  pro- 
]>erty  of  the  community  it  traverses.     It  las  taken 
strong  hold  on  the  confidence  and  affect  ion  of  its 
stockholders,  which   is  bringing  into  Its  manage- 
ment the  best  ability  that  the  country  af  brds.     It 
serves  as  a  means  of  educating  the  whol  Jtommu- 
-nity  interested  upon  the  subject  ofrailroiids   their 
influence,  mode  of  construction, manager  lent,  etc., 
etc.    Such  are  the  results  already  achieved  to  a 
very  considerable  extent  upon  the  line  of  this  road 
though   the   influence   it  is   destined   to  exert,  is 
hardly  begun  to  be  felt.  ■ ' 

These   remarks    may   seem   of  too  £  ener.-fl   a 
character  to  have  iimch  bearing  upon  [iny  Var- 
ticular  case.      But  they  are    ai^licab  e   to/^all 
cases.  We  are  not  only  opposedjto  building  raijiroads 
entirely  on  credit,  but  we  think  it  a  gref  t  misfor- 
tune for  any  company  to  obtain  this  oret  it  easily. 
Ifan  individual  whoborrowsasumol'monev  pledges 
an  equal   value   as   Serurihj,  ho   wastes   his  own 
means  by  wasting  his  trust.     In  such  ca;  e  the  in- 
debtedness he  creates  has  no  tendency    ,o  render 
him  extravagant.   We  want  to  see  Railmad  com- 
panies placed  in  the  same  category.      Tl  eir  man- 
agers should  have  a  direct  and  ihimediatn  interest 
in  the  result  of  their  acts.  This  must  be  the  case  to! 
secure  an  economical  administration.  M<iney  that| 
comes  easily,  is  alwnys  expended  lavishly.     Take  ; 
the  case  of  the  Erie  Railroad   company 
as  they  found  they  could  have  uioney  for 
ing,  it  went  as  freely  as  it  came.  It  is  not  too  much 
to  say  that  a  sum  larger  than   its  present   Capital 
Stock  has  been  lost  outright ;   sunk: — Tl  e  legiti- 
mate result   of  building  a  road  uponc  redit,  .ind 
one  that  could    never  have  happened 
half  the  cost  of  this  road   been  raised  lj\',  Stock 
subscriptions. 

The  credits  of  municipal  corporation^  should 
only  be  resorted  to  in  the  case  of  eminent  neces- 
sity ;  only  to  susply  what  may  be  lacking 
private  entcrpri/.e  shall  have  exhausted  its  means. 
In  such  case,  such  corporations  do  not  bejcome  di- 
rect parties  to  such  works,  and  no  injui  ious  re 
suit  follows.  When,  on  the  other  hand,  tiie  credit 
of  corporations  are  resoited  to  in  ihc  oidset,  its 
eflRiCt  is  to  completely  destroy  all 
spirit.    It     completely   emasculates  i^: 


individuals   feel  themselves    released  fipm   the 


but   th®  I  necessity  of  aiding  an  enlerpri/.e  by  the  action  of 
a  city  in  its  corporate  cai>acity,  they  can  never  be 
I  brought    up    to  iho    work    h^;\nf  subsequciit 
effort. 

Suppose,  after  all  the  money  furnished  by  the 
city  and  State,  and  such  as  may  be  obtained  on  the 
proposed  loan  is  spent,  and  still  a  large  sum  should 
be  wanting  to  complete  the  road,  how  is  this  to  be 
raised  ?  Not  by  private  subscription  by  any  means. 
Individuals  are  not  going  tojnit  their  means  into 
a  road  only  to  benefit  -a  Staty,  or  a  large  city, 
But  the  State  and  cit J-  may  change  their  i)olicy» 
and  refuse  to  increase  their  aid.  In  such  ease  the 
work  may  be  brought  to  a  dead  stand, 

We  think  the  above  company  have  gone  to  work 
exactly  the  wrong  way,  the  credits  of  the  city  of 
N.  <).  and  the  State  of  Lousiana,  should  have  been 
kept  as  a  resource  for  final  resort,  upon  tlie  fail- 
ure of  all  other  sources  of  supply.  In  fact  these 
credits  shouM  never  have  been  resorted  to  at  all 
There  was  no  necessity  for  such  a  step.  There  is 
an  abundant  amount  of  cajjital  both  in  the  city 
and  upon  the  line  of  the  proposed  road,  for  its 
construction,  which  could  have  been  made  avail- 
able for  this  object  had  the  proper  policy  been 
pursued:  The  Mobile  and  Ohio  Railroad  Compjiny 
find  no  difliculty  in  constructing  their  great  work 
without  Slate  aid  certainly  with  the  greater  capital 
of  New  Orleans,  the  New  Orleans,  Jackson  and 
Great  Northern  company  could  have  accomplished 
us  much.  If  the  citizens  of  New  Orleans  have  not 
the  enteri)rise  to  furnish  a  sufiicient  amount  of 
means  to  secure  the  construction  of  the  above  road 
they  will  certainly  lack  the  capacity  for  its  proper 
management.  The  time  has  not  yet  come  for  this 
work,  and  thev  will  do  well  to  postpone  it  till  they 
find  themselves  inpossession  of  all  the  conditions 
of  success. 

Again,  we  think  they  mistake  in  sending  their 
securities  at  this  early  day  to  England  for  sale.  To 
be  sure,  they  could  not  be  sold  in  this,  nor  in  any 
ilnmestic  market,  which  is  conclusive  proof  that 
they  are  not  well  based.  There  is  a  very  large 
amount  of  foreign  capital  sent  over  here  for  invest- 
ment, now  lying  idle  for  the  want  of  suitable  secu- 
rities to  meet  the  requirement  of  purchasers.  Our 
capitalists  are  certainly  sufficiently  lax  in  their  no- 
tions as  to  what  constitutes  a  good  security,  and 
when  one  is  ofiercd  that  docs  not  come  up  to  their 
standard,  it  ought  not  to  be  negotiated.  If  those 
offering  cannot  bring  them  up  to  it,  they  should 
withdraw  them  till  they  can.  This  runnin?  off  to 
England  with  what  cannot  be  sold  in  our  own  mar- 
ket, may  in  the  end  be  productive  of  the  worst  re- 
sults. 

Bonds  of  R.  R.that  cannot  be  sold  at  home,  slioul 
not  be  sold  at  all.  l-'or  good  securities  there  has 
never  been  a  time  for  two  years  when  there  has 
not  been  a  regular  and  steady  demand,  and  the 
markets  at  the  present  instant  would  take  a  much 
larger  amount  than  is  now  ottering.  There  is  a 
plenty  of  money  for  our  legitimate  projects,  and  it 
is  much  better  both  for  purchaser  and  .seller,  that 
our  loans  should  bo  brought  out  here,  than  sent 
abroad.  If  they  w  ill  not  sell  here,  they  are  not 
safe  to  be  taken  by  the  foreign  purchasers,  who 
should  trust  to  the  wider  and  'better  means  of  in- 
formation, and  the  keener  instinct  of  our  own  peo- 
pie,  than  to  the  rejiresentation  of  interested  parties 

There  is  no  road  that  we  should  prefer  seeing 
built  to  the  New  Orleans,  Jackson  and  Great  Nor 


As  soon 
the  ask- 


thern.  Wo  think  it  calculated  to  be  of  eminent 
service  to  the  city  of  New  Orleans.  To  secure  the 
results  predicated  of  it,  and  to  make  it  productive 
of  the  greatest  good  to  all  parties,  we  desire  to  see 
the  adoption  of  a  wise  policy  both  in  its  con- 
struction and  management.  We  do  not  think  the 
l)olicy  pursued  thus  far  h.is  been  such  a  one.  We 
think  the  present  proposed  sale  of  the  company's 
bonds  would  be  an  injury  instead  of  an  advantage, 
to  the  pioject.  There  is  a  work  to  be  done  before 
selling  the  bonds,  which  cannot  be  done  after. — 
The  golden  opportunity  of  placing  the  scheme  up- 
on a  proper  foundation  will  be  lost.  The  bonds 
offered  do  not  rest  upon  a  proper  basis  to  render 
them  secure  beyond  a  contingency.  They  could 
not  be  sold,  neither  in  New  Orleans  nor  in  this 
market.  If  they  are  sold  in  the  London  market, 
it  is  only  because  greater  ij^norance  prevails  there 
as  to  their  value.  If  Mr.  Robb  would  render  this 
company  a  real  service  and  one  within  his  power,  he 
will  come  home,  raise  an  individual  stock  subscrip- 
tion of  5:5,O0O,(>(»0  or  4,(H^>i>,0lK),  collect  and  expend 
it  in  construction,  and  then  he  will  be  in  shape  to 
borrow  money,  not  in  the  English  market,  but 
ill  our  own,  where  his  loan  should  have  been 
brought  out,  and  would  have  been  had  it  possess- 
ed sufficient  merit  to  command  the  attention  and 
confidence  of  our  people. 

Rosa  and  Rntter'a    Potent    Rallroail  TracU 
Sprinkler  and  Dual  Layer. 

This  is  an  efficient  and  simple  machine  for  lay- 
ing the  dust  on  railroads.  It  moistens  the  air  sur- 
rounding the  cars,  reduces  the  friction  between 
the  wheels  and  rails,  prevents  the  bearings  fioni 
heating  and  wearing,  and  protects  the  paint  and 
varnish  of  the  cars,  so  as  to  save  much  labor  in 
cleaning.  Every  experienced  railroadman  is  a- 
ware  that  a  train  of  cars  is  moved  with  less  pow- 
er on  a  icel  than  a  flry  rail. 

The  valve  condncting  the  %?atcr  to  the  track 


public 
When 


may  be  so  attache(l  to  the  throt  tie  valve  lever  of 
the  engine,  as  to  open  and  close  with  it,  thus  let- 
ting on  the  water  at  starting,  and  giving  a  dry  rail 
to  stop  on.  The  discharging  apparatus  can  be 
connected  with  the  tender,  if  the  latter  be  of  suf- 
ficient size. 

The  nuisance  of  dust  is  almost  intolerable  to  pas- 
sengers during  the  summer  months, and  in  noway 
can  it  be  so  effectually  checked  as  by  the  use  of 
this  track  sprinkler.  j  ,     ^        ,." 

The  dust  is  laid  so  effectually  with  this  machine 
as  to  give  no  annoyance  whatever  to  passengers. 
It  is  in  fiict  an  indispensable  jirtiele  upon  every 
railroad,  and  where  one  is  used  the pas.sengcrs  will 
not  submit  to  its  being  taken  from  the  train. 

Many  testimonials  of  its  comfort  may  be  had 
from  the  patrons  of  the  Boston  and  Providence, 
Providence  and  Stouington,  and  other  raikoads 
where  it  has  been  satisfactorily  used. 

A  committee  of  the  New  England  Association  of 
railroad  superintendents,  Messrs.  Wm.  Raymond 
Lee,  Wm.  A.  Crocker,  and  Isaac  Hinkley,  report- 
ed upon  this  improvement,  under  date  of  July  12, 
1848,  as  follows:       .         .  .{ 

"Your  committee  are  fully  convinced  of  the  util- 
ity of  track -sprinklers  connected  with  R.  R.  trains; 
their  use  promotes  the  comfort  of  passengers, 
keeps  the  cars  clean,  and  the  bearings  more  free 
fVom  dust." 

Further  information  may  be  procured  by  ad- 
dressing Wju.  E.  Rutter,  Elmira,  N.  Y. 
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Clark's  Uatlway  MncUiiiery. 

As  we  intend  to  present,  from  time  to  time,  use- 
ful selections  from  this  valuable  work,  wo  devote 
the  present  space  to  Mr.  Clark's  concluding  re- 
marks and  recapitulation  of  his  chapter  upon  the 
"behaviour  of  the  steam  duringthe  exhaust."  See 
Railway  Machinery,  page  118. 

ConclK/'in^  HcviaiLs. — We  have  seen  how  much 
the  mechancical  efliciency  of  steam  is  opposed  by 
atmospheric  resistance,  and  im))aired  by  clearance 
and  back  pressure.  It  is  known,  also, how  severe- 
ly steam  suffers  by  condensation  in  the  cylinder 
under  certivin  circumstances.  These  are  all  im- 
l)ediments  to  the  complete  success  of  expansive 
gear.  Another,  but  less  obvious  impediment  is 
the  adoption  of  a  low  standard  of  boiler-pressure ; 
because  the  lower  the  liead  of  pressure,  the  great- 
er is  the  relative  less  by  the  atmosphere, but  prin- 
cipally because  the  expansive  functions  of  the 
valve-gear  are  less  available.  On  level  railways 
this  objection  exists  with  greater  force  that  even 
on  railways  with  steep  gradients,  because,  on  the 
former,  the  pull  is  nearly  uniform  tliroughout,  and 
therefore  a  constant  high  pressure  in  tlie  boiler 
would  be  the  more  necessary  for  carrying  out 
great  expansion  ;  wherea.s,  on  the  latter  class  of 
lines,  a  lower  boilcr-pressare  may  suffice  for  pur- 
poses of  great  expansion,  on  descending  gradients 
where  but  little  steam  is  recpiired.  Moreover,  the 
evil  of  low  pres.surc  is,  as  wc  have  found  in  last 
chapter,  greatly  aggrivated  by  the  resistance  of 
the  passages  to  the  flow  of  steam  from  the  boiler, 
at  liigh  speed,  wliich  reduces  the  available  pres- 
sure in  the  cylinder  precisely  at  the  time  it  is  most 
wanted.  It  is  clear  that,  in  c^eneral  practice,  cut- 
ting off  at  half  stroke  is  reckoned  good  work  for 
expansion  ;  and  very  rarely  indeed  is  the  admis- 
sion reduced  below  30  per  cent,  of  the  stroke. — 
There  is  no  sulStient  reason  why  the  ultimate  ex- 
pansion of  steam  enforced  in  certain  classes  of  sta- 
tionary engines,  should  not  be  more  thoroughly 
folk)wed  out  in  the  practice  of  locomotives,  seeing 
that  by  the  link  motion  a  maximum  suppression  of 
10  to  20  per  cent,  of  the  stroke  is  available.  We 
have  already  shown  that,  in  exposed  cylinders,  the 
economical  use  of  expansion  gear  is  limited  by  the 
formidable  condensation  that  attends  great  expan- 
sion. ■  ■'  '      . 

In  all  locomotive  engines,  it  \n  essential  to  the 
entire  success  of  expansive  working  that 
the  cylinders  be  well  protected  and  well  heated, 
that  all  the  steam  passages  be  Mide  and  free,  that 
the  valve  gear  be  maintained  in  first  rate  order,  so 
that  early  suppressions  may  be  etfocted,  because 
the  wear  of  the  valve  gear  <lelays  the  movements 
ot  the  valve,  and  lengthens  the  admission  especial- 
ly towards  mid  gear ;  that  by  improved  anangc- 
ments,  the  clearance  at  each  end  of  the  cylinder 
should  be  reduced  to  the  lowest  possible  fraction  ; 
and  that  a  high  pressure  in  the  boiler,  of  100 
pounds  to  one  hundred  .ind  fifty  pounds  should  be 
constantly  maintained.  -         v- 

RccapiMaiion. — 1.  Work  is  an  exertion  of  pres- 
sure through  s[)ace  ,  and  the  unit  of  work  is  the 
labor  neces.sary  to  raise  one  pound  through  the 
height  of  one  foot.  Horse-power  expresses  the 
rate  of  work  done,  and  one  horse-power  is  equiva- 
lent to  work  done  at  the  rate  of  33.000  lbs.  raised 
through  one  foot  in  1  minute. 

2.  The  effective  mean  pressure  on  the  piston 
under  the  action  of  steam  is  equal  to  the  mean  po- 


sitive and  back  iiressures,  as  indicated  on  the  dia- 
gram, and  the  area  of  the  diagram  is  :i  measure  of 
the  work  done  during  pnc  stroke  of  the  jtis- 
ton. 

3.  The  horse-power  of  a  locomotive,  dcveloi)od 
in  tJie  cylinder,  is  estimated  from  the  diagram  in 
terms  of  the  speed,  the  diameter  and  stroke  of 
piston,  the  diameter  of  driving  wheel,  and  the  ef- 
fective mean  pressure  on  the  piston.        I      j 

4.  The  resistance  of  the  atmosphere  oh  the  pis- 
ton is  virtually  constant  under  all  conditions,  be- 
ing about  15  i>ounds  per  square  inch.  The  greater 
the  steam  pressure,  therefore,  the  less  is  that  re- 
sistance in  proportion  ;  and  hence,  partly,  the  ad- 
vantage in  point  of  efliciency,  of  employing  steam 
of  higher  pressure  in  the  cylinder.         ,1      j 

5.  The  superior  efliciency  of  steam  worked  ex- 
pansively, is  due  to  the  work  done  by  the  steam 
during  the  period  of  expansion,  and  up  to  the  end 
of  tlic  steam  stroke :  and  also  to  the  re- 
duction of  back  exhaust  i)rcssurc  by  an  earlier 
release.  ;     j 

0.  If  steam  be  admitted  to  the  cylinder  at  the 
same  pressure,  the  work  done  during  ex[>ansion  is 
actually  increased  as  the  period  of  admission  is  re- 
duced, notwithstanding  there  is  a  smaller  body  of 
steam  to  be  expanded ;  and  during  the  exhaust 
till  the  end  of  the  steam-stroke,  the  work  done  is 
sensibly  coastunl  for  all  admissions.  Thus,  the 
wliole  useful  work  done  by  the  steam  subsequent- 
ly to  the  period  of  its  admission  is  absolutely  in- 
creased a>  the  admission  is  reduced. 

7.  The  loss  of  useful  expansive  f^irce  by  a  "pre- 
mature' release  of  the  steam  worked  expansively 
by  a  link-motion,  is  a  mere  trifle,  practically  noth- 
ing ;  and  is  much  more  than  compensated  by  the 
prevention  of  back  pressure.  4     1 

8.  The  results  from  the  "  Great  Britain,"  with 
well  protected  cylinders,  port  about  1-lOtb,  orifice 
l-16th  to  1-llth,  and  inside  lead  about  l-12th  of 
the  area  of  piston, — having  been  found  upon  the 
whole  superior  to  those  derived  from  the  other  lo- 
coaiotives  subjected  to  experiment,  they  are  as- 
sumed, for  present  purposes,  to  be  standanl  prac- 
tical results  of  the  action  of  steam  in  locomotives, 
worked  by  link-motion  ;  and  they  form  the  biisis 
of  the  following  observations. 

9.  The  loss  of  efficiency  by  back  exhaust  pres- 
sure varies  as  the  square  of  the  speed,  and  inverse- 
ly as  the  square  of  the  area  of  blast-orifice.  At 
60  miles,  or  840  feet  of  piston,  the  loss  in  full  gear 
amounts  to  from  1-3  to  1-10  of  the  whole  power, 
when  the  orifice  is  enlarged  within  the  practical 
limits  of  l-16th  to  1-11  th  of  the  piston  ;  in  the  oth 
notch,  suppressing  at  30  to.40  per  cent.,  the  loss 
at  the  same  speed,  and  within  tlie  same  limits  of 
orifice,  is  from  l-8th  to  l-50th  of  the  whole  pow- 
er. At  30  miles,  the  loss  is  from  1-llth  to  L-40th 
in  full  gear.  j     j 

10.  The  resistance  by  compre.ssion  Hses  very 
slowly  with  the  speed  ;  it  increases  also  with  the 
degree  of  expansion,  from  about  8  per  cent  in  full 
gear  to  28  per  cent,  in  the  6th  notch — by  which, 
in  the  latter  case,  above  ,14th  of  the  power  is  neu- 
tralized by  compression! 

11.  At  the  highest  speeds  the  whole  draw-back 
by  brack  pressure  is  nearly  the  same  for  all  de- 
grees of  expansion,  as  what  is  reduced  in  exhaust 
pressure  is  made  up  by  compression.       !     I 

12.  At  the  higher  speeds  of  30  to  GO  miles,  and 
with  heavy  loads,  the  greatest  work  done  by  en- 


gines generally,  liaving  ports  about  1- 14th,  .-uid 
blast-orifices  !-13th  to  1-lGth  cf  the  piston  is  ef- 
fected with  admissions  not  gic  ttor  tlian  CG  per 
cent. ;  showing  that  the  greaU  st  effective  pivs- 
snrc  is  obtained  with  this  adniii<$ion.  1 

13.  In  the  "Great  Britain,'  with  the  wider 
port  and  wider  orifice,  the  gix-al  ust  usefid  admis- 
sion at  the  high  speeds  with  ]  eavy  Io;ids  is  at 
least  7o  per  cent,  of  the  stroke,  I 

14.  The  eftitctive  mean  pres.s<  re  in  the  cylinder 
varies  with  the  ]x;!iod  of  admission.  For  art  a<l- 
mission  of  three-fourths  of  the  itroke,  it  is  about 
IK)  per  cent,  of  the  maximum  \  ressure  ;  fitr  li»!f 
stroke  it  is  C7  per  cent. ;  for  «n€  fourth  stroke  it  is 
40  per  cent 

15.  Tlie  coasumi)tion  of  wat<  r  n$  slmm  under 
the  same  noteh,  per  horse-pcu-er  per  hour,  is 
practically  constant  for  all  tli^  !i)eeds  observed. 

10.  The  efliciency  of  steam  worked  expansively 
increases  uniformly  as  the  adipi  5sion  is  shortened 
until  for  ten  per  cent,  admissioi  it  is,  just  about 
double  the  efBciency  of  steam  u  ider  ordinary  full 
gear,  or  75  per  cent,  adniissim.  That  is,  the 
steam,  when  urged  to  tlic  utn;ost  degice  of  ex- 
pansion by  the  link-motion,  do<s  about  twice  as 
much  work  per  pound  weight  ai  when  under  full 
gear.  j 

17.  Accordingly,  the  steam  cpnsumed  per  horse 
power  per  hour,  varies  from  abcjut  30^  lbs.  in  the 
full  gear  to  IXJ  lbs.  with  10  p^r  cent,  admission. 
The  consum|>tion  of  coke,  al!o\^ing  1  lb.  for  8  lbs. 
of  water,  varjes,  in  the  same  \f ay,  from  3  JS  lbs. 
to  2  lbs.  jKjr  horse-power  per  holir. 

18.  The  clearance  between  tlie  piston  and  the 
valve  should  l>e  reduced  to  thcj  smallest  practic- 
able amount,  kis  the  removal  of  Iclcarauce  adds  to 
the  efficiency  of  the  steam,     i  J  I   . 

19.  The  preceding  eonclusilms  hold  good,  at 
speeds  under  80  to  40  miles,  or  fibout  500  feet  of 
piston  per  mittute,  for  all  cylinders,  in  good  order, 
with  ports  at  least  l-14th  and  yllast)  orifice  l-12th 
to  l-15th  of  tbe  piston,  and  bailing,  if  but  partial- 
ly protected  l-Uth  to  1-llth  of  inside  lead.  At  Uic 
highest  speedi,  of  55  to  65  miles,  for  passenger 
engines,  or  about  800  feet  of  piston,  engines  of 
the  above  proportions  consume  Iby  back  pressure 
an  excess  of  .p  to  12  per  ccni  of  water  above 
what  is  given jby  the  rule,  the  ciocss  being  less  as 
the  admissiort  is  shortened.        | 

lu  partiallyj  protected  cylinders,  addition<-il  al- 
lowance must!  be  made  for  conm;nsation,  jtarticu- 
larly  whenthelmaximum  pressuitJS  arc  under  GO  lbs. 
When  the  m;iSimum  pressures  4rc  90  lbs.  and  up- 
wards and  with  above  GO  pef  cent  admission 
there  is  less  condensation  compiiratively,  and  the 
exhaust  is  practically  as  good  afi  in  well  protected 
cylinders.  Bot,  for  highly  expansive  working, 
no  pressure  of  steam,  bowevet-  great,  can  pre- 
vent the  greaH  evils  of  condensaitioD. 

20.  Wiredriiwing  by  the  vah-a  is  really   a  par- 
tial  "  expansion,"  and  is  eqnivjdent,  in  its  action 
^p  an  earlier  snppression  than  that  with  which  tlie 
valve  is  ostensibly  working.      \ 

21.  In  all  locomotives,  the  tllorough  efficiency 
of  steam  by  Expansion  can  be  <^veloped  only  by 
well  protecting;  and  well  heatingj  the  cylinders  and 
steam- passages  :  by  maintxining:  the  valve  gear  in 
the  best  ord^r  ;  by  reducing  |,he  clearance  .it 
each  end  of  the  cylinder  to  tlie  lowest  possible 
amount ;  and  by  the  adoptioii  of  a  sufllciently 
high  pressure  in  the  boiler. 
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TlIK   MKTA(,  TRADKS  01'   MVEKl'OQL IRON 

"  There  are  at  th«  present  moment,  178  di|fer- 
ont  ironworks  in  the    kingdom,  with  an   ag 
CiipiUil  approaching  £4,000,000.     The  production 
of  pis-iron  during  thi)   l.wt    twelve   months 
estimated  at  2,097 ,240  tons  ;  and,  if  wo  take 
2,000,000  tons,  at  £i  per  ton,  it   makes   the 
nual    value  of  i;G,(M)O,OO0."— 

The  demand  for  iron  of  late  yeare  has  gn 
increased,   owing   to   its  adaptability  for  m; 
purposes,  in  the  construction  of  ship-building 
steamers,  as  well  iis  in  the  formation  of  rai' 
and,  although  there  has  been  a  great   scarci 
coal  generally  in  South  Statibrdshise  and  to 
extent   in    WaU's.   The    production    o(   pig 
in     tlie      Unit^'d      Kingdom    daring     the 
1852  was  estimated  as   follows,  the   yield 
culculatcd  only  upon  those  fiunaces  in  blast  : 
.  Furnaces.  Pi 


■(  atly 
[Irine 
and 
ilroudi ; 


it,r 


of 

siome 

iron 

,'ear 

bjeing 


In.  Out.  Total 

Scotland                              113  81  141 

South  Wales                      135  27  1G2 

Ditto  Anthracite                   12  23  35 

South  Siadbrdshire           127  32  159 

Nprth  Startbrdshire      .      17  4  .21 

North  Wales                           G  7  ,13 

Shropshire                            27  13  40 

Durham                                  18  8  20 

Northumberland                   7  6  13 

Yorkshire  and  Derbyshire  35  7  42 
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Total  497     158    G55  2^701,000 

There  is  little  doubt  but  in   the   course  of  15 
years,  and  even  sooner,  this  manufacture  wil|  be 
doubled  in  its  quantity.    At  the  present 
there  are  118  furmices  iu  bhist  in    Scotland, 
ducing  at  the  rate  of  800,000  tons  per  annum 

The  prineiital  stocks  of  pigironheld  in  this 
try  are  kept  on  wharfs  and   in   yards  at  Glas, 
and  on  premises  belonging  to  the  iron  works  in 
neighborhood,  as  Oartsherrie,  Dundy  van,  &e 
there  are  smaller  depots  for  pig  iron,  intended 
consumption  or  re-manufacture  in  England, 
ed  at   Ponlton,   Fleetwood,    Preston,   Lanc;i 
Runcorn,  Ellesmere  Port,  and  Saltney,  near  C 
ter ;  therefore  we  should  lirst  jiseertain  the  ;i 
of  such  stocks,  the    shipments,   &c.,' during 
List  seven  years,  which  we  find  recorded  in 
report  of  Mr.  John   Barclay,  iron   broker, 
gow,  and  Messrs.  Stitt  Brothers,  Liverpool,  as 
low  : 

Stocks  of  pig  iron  held  in  Scotland  on  the  3|lst. 
December  in  each  year. 


To  IS 


184G. 
1847. 
1848. 
1849. 
1850. 
1851. 


,145 

.  90 
.100 
.200 
.275 
.  350 
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Shipments  of  pig  iron  from  Scotland. 

Foreign.  Coastwise  Tot^il 
1846 tons  119,100 


1847. 
1848. 
1849. 
1850. 
1851. 
1862. 


143,460 
162,151 
153,183 
134,576 
192,676 
224,070 


257,861 
227,005 
227,833 
221,943 
190,083 
260,080 
199.960 


376 
370 


389J984 


126 
G59 
766 


375 

324J659 
452 

425J020 

The  consumption  of  pig  iron  in  Glasgow  and  I  hat 
neighborhood  is  now  4,000  tons  a  week  ;  equal  to 
200,000  tons  a  year ;  and  the  manufacture  of  rial 
leable  iron  in  Scotland  has  been  calculated  liS  [fol- 
lows: 

-.r  '■  ■■  .  ■  j  ;  ■■   Tohs, 


1846. 
1847. 
1848. 
1849. 
1850. 
1861, 
1862. 


46 

.60 


90J0OO 

[[[[  /,,[ 90,000 

M  the  United  States  of  America  purchase  lex- 
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tensivcly,  we  will  record  the  exports  of  pig  iron 
thence,  direct  from  Scotland,  during  the  last  seven 
years,  to  show  the  marvellous  increase  : 

Tons 

1816 13,918 

1847 44,993 

1848 00,2.35 

1849 94,212 

1850 67,509 

1851 80,019 

1852 100,700 

The  entire  exports  of  iron  from  Great  Biitahi 
are  now  double  what  they  were  in  1825,  having 
almost  reached  1,500,000  tons  in  the  past  year, 
1853,  of  which  those  of  Liverpool  exceed  one 
fifth  portion.  The  United  States  being  our  prin- 
cipal market,  let  us  see  wh.it  were  the  shipments 
of  raanuf.ietnred  iron  from  Liverpool  to  the  three 
chief  ports.  New  York,  Boston  and  Philadelphia, 
during  the  last  seven  years  : 

Rails.  Bars,  &c.  Hoops,  &c.  Total. 
Tons. 
12,K07 
37,643 
33,621 
57,135 
00,338 
61,301 
72,064 

Of  this  extraordinary  increase  during  the  last 
year,  1852,  New  York  received  from  us  135,299 
tons ;  Boston,  24,414  tons ;  and  Philadelphia,  12,- 
024  tons. 

The  shipments  to  the  East  Indies  are  falling  ofl". 
The  total  exports  from  Great  Britain  to  Calcutta 
of  all  sorts  of  iron  last  year  only  amounted  to  14,- 
020  tons,  of  which  4,401  were  sent  from  Liver- 
pool. 


Tons. 

184G 12,614 

1847 12,635 

1848 50,188 

1819 33,849 

1850 29,808 

1851 78.199 

1852 74.468 


Tons. 

Tons. 

1,686 

27,007 

7,195 

67,373 

7,237 

9  ,046 

13,203 

104,187 

19,486 

115,632 

19,293 

161,793 

22,196 

168,728 

The  KnglUh  Locomottve. 

From  that  very  interesting  and  instructive  Eng- 
lish work  called  "Our  Iron  Roads,"  we  copy  the 
following  article :  '  ' 

"  The  history  of  the  locomotive  is  full  of  inter- 
est, both  in  itself  and  in  its  results.  Doubts  were 
long  «'ntertained  by  scientific  men  as  to  the  possi- 
bility of  fully  developing  the  powers  of  the  engine, 
which  greatly  retarded  its  successful  application. 
The  conviction  had  firm  hold  upon  the  minds  ol 
those  best  informed  upon  the  subject,  that  the  ad- 
hesion of  the  wheels  of  a  locomotive,  technically 
termed  th-e  bile,  would  be  insufficient  for  the  main- 
tenance of  a  heavy  traffic ;  and  that,  though  a  light 
engine  might  be  made  to  run  even  at  a  considera- 
ble speed,  yet  if  heavy  burdens  had  to  be  drawn 
the  wheels  would  revolve  without  advancing. — 
Thus  it  is  that 

"  Our  doubts  are  traitors, 
Which  makes  us  lose  the  good  we  oft  might  win. 
By  fearing  to  attempt;"' 

for  after  much  time,  skill  and  money  had  been  ex- 
pended in  devising  various  expedients  to  obviate 
the  supposed  evil,  it  was  found  to  be  quite  imagi- 
nary, and  that,  for  all  practical  purposes,  no  such 
difficulty  as  that  apprehended  would  arise.  To 
the  connexion  of  the  locomotive  with  the  estab- 
lishment of  the  Liverpool  and  Manchester  railway, 
we  have  already  referred.  Despite  the  doubts  of 
some  and  the  denials  of  others,  the  locomotive 
was  made  capable  of  undertaking  the  great  work 
of  maintaining  the  interchange  of  people  and  of 
commodities  ;  and  as  the  demand  upon  its  services 
increased,  fresh  energies  were  developed,  till  we 
behold  it  in  the  comparative  perfection  in  which 
it  now  appears  before  us.  But  the  improvement 
was  gradual.  Experience  lent  its  aid  to  theory, 
and  soon  great  alterations  were  found  necessary 
in  the  form  iu  which  it  first  appeared. 


It  would  be  interesting  to  trace  the  several  steps 
by  which  increased  oflioiency  was  given  to  tho 
"steam  horse."  as  this  must  be  regarded  as  the 
most  important  element  of  success  in  the  estab- 
lishment of  the  railway  system ;  but  the  briefest  al- 
lusion must  suffice.  Though  much  more  was  per- 
formed by  the  early  engines  of  the  Liverpool  and 
Manchester  line  than  could  have  been  anticipated, 
yet  it  was  soon  found  that  their  strength  was  in- 
sufficient to  sustain  the  shocks  and  strains  to  which 
they  were  exposed,  and  repeated  and  thorough  re- 
pairs were  indispensable.  Thus  the  earliest  rail- 
ways must  be  regarded  as  schools  for  experiment 
in  the  construction  of  locomotives,  as  numberless 
projects  had  to  be  tried  before  the  desired  efficien- 
cy could  be  attained  ;  and,  as  a  natural  result, 
there  were  engines  of  almost  every  diversity  of 
shape  and  of  power  on  the  lines.  For  many  years 
the  locomotive  departments  of  these  early  compa- 
nies had  to  go  through  a  courses  of  elaborate  and 
expensive  improvement,  to  meet  the  requirements 
of  a  heavier  tratfic,  and  of  higher  velocities  than 
it  had  entered  into  the  im.iginatiou  of  the  most 
sanguine  friends  of  railways  to  anticipate.  These 
trials,  too,  were  not  made  with  the  calm  delibera- 
tion which  a  salutary  caution  recommended,  mak- 
ing good  each  step  in  the  progress  of  discovery 
before  advancing  further,  but  amidst  the  bustle 
and  responsibilities  ofevery-day  duties,  that  could 
scarcely  be  discharged  within  the  period  assigned. 
Engines,  having  known  imperfections,  but  which 
it  was  impossible  at  the  time  to  remedy,  had  to  bo 
employed,  and  repairs  had  to  be  made  during  the 
night,  in  order  that  the  requisite  number  of  en- 
gines might  be  prepared  for  the  work  of  the  com- 
ing day. 

In  this  volume  we  cannot  give  other  than  a  gen- 
eral account  of  these  progressive  improvements. — 
The  outer  and  inner  framings  were  stayed  in  vari- 
ous parts ;  iron  wheels  were  substituted  foi  wood- 
en ;  crajik  axles  were  formed  with  almost  double 
the  amount  of  metal  at  first  employed  ;  and  pis- 
tons, piston  rods,  connecting  rods  and  brasseswero 
strengthened ;  till,  with  the  exception  of  the  boil- 
er and  cylinders,  there  was  about  as  much  left  of 
some  of  the  original  engines  as  there  was  of  the 
sailor's  knife,  which,  while  declared  to  be  'quite 
an  antique,"  was  currently  reported  to  have  re- 
cently had  a  new  handle  and  several  new  blades! 
Alterations  so  extensive  natunolly  involved  a  con- 
siderable augmentation  of  the  weight  of  the  en- 
gine ;  and  thus,  from  the  four  tons  and  a  half 
which  the  "Rocket"  weighed,  it  before  long  in- 
creased to  ten  tons  of  the  "Planet"'  class. 

Other  important  alterations  followed.  The  cyl- 
inders and  the  machinery  by  which  the  working 
wheels  were  driven,  were  originally  placed  outside 
the  wheels,  but  they  were  soon  removed  to  the 
space  between  the  wheels  imder  the  boiler.  This 
was  regarded  as  a  gi'cat  improvement,  inasmuch 
as  the  cylinders  were  enclosed  in  the  smoke-box, 
and  protected  from  cold,  and  the  driving  power 
was  made  to  act  nearer  the  center  of  inertia  of  the 
engine  and  load.  There  was,  however,  a  serious 
draw-back ;  for  it  required  that  the  axle  of  the 
driving  wheels,  on  which  the  greater  part  of  the 
weight  of  the  engine  rested,  should  be  constructed 
with  two  cranks,  so  as  in  fact  to  be  broken  and 
discontinuous  in  two  places.  This  was  admitted 
to  be  an  anomaly  in  engineering;  but  it  was  allow- 
ed on  account  of  the  countervailing  advautageq 
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.'itteudiiig  the  anaiii;ciufut.  Mori;  recently,  it  was 
found  almost  inipractioablc  to  compress  macliino- 
ry  of  suflkieut  power  into  the  narrow  space  be- 
tween the  wlieels;  and  the  cylinders  and  working 
gear  have,  in  some  cases,  been  restored  to  their 
orijirinal  position  outside  the  wheels.  This  howev- 
er, has  been  objected  to,  as  givinir  instability  to 
the  engine  when  in  motion ;  and  in  many  cases  a 
return  has  been  mado  to  the  former  arrangement 
of  the  machinery. 

Improvement  has  thus  advanced  in  the  struct- 
ure of  the  engine  ;  and  thou;;!  1  it  cannot  be  said 
yet  to  have  attained  perfection,  still  the  contrast 
which  is  presented  between  the  locomotive  as  it 
was  in  its  earlier  history,  and  as  it  is  now,  is  as 
great  as  that  between  the  poorest  hack  that  ever 
tottered  under  a  burden,  and  the  race  horse  that 
won  the  last  "Derby." 

The  £550  early  engine,  on  four  wheels  and  of 
five  or  six  tons  weig-ht,  is  now  superseded  by  the 
six  or  eight  wheel  engine,  of  £2oO(),  and  of  20,  00, 
or  40  tons ;  .and  tlunnjli  cost  and  weight  arc  not  to 
be  identified  w  ith  efficiency,  yet  they  are  fairly  in- 
dicative of  the  extent  of  the  alterations,  and,  we 
may  say,  improvements  which  have  been  made. 
The  successful  competitor  on  the  Liverpool  and 
Manchester  line  w;\s  required  to  draw  a  load 
of  only  three  times  its  own  weight,  or  a  total 
of  less  than  twenty  tons ;  an  engine  will  now 
drag  after  it,  without  difficulty,  thirty  passenger 
carriages,  each  weighing  five  tons  and  a  half,  at 
thirty  miles  an  hour ;  while  the  express  train  on 
the  Great  Western  proceeds,  when  in  motion,  at 
from  sixty-five  to  seventy-five  miles  an  hour;  and 
the  goods  engines  are  cap.able  of  propelling  five 
hundred  tons  at  twenty  miles  an  hour. 

Th(3  power  of  the  engim-s  now  ordinarily  em- 
ployed on  our  railways  is  indeed  enormous.  On 
the  broad  gauge  we  may  take  the  "  Lord  of  the 
Isles, '  which  was  shown  at  the  great  Exhibition, 
as  the  type  of  the  clivs.s  of  locomotives  constructed 
on  the  Great  Western  line  since  1847  ;  it  is  capa- 
ble of  tJiking  a  passenger  train  of  one  hundred  and 
twenty  tons,  at  an  average  speed  of  sixty  miles  an 
hour,  upon  easy  gradients.  The  evaporation  of 
the  boiler,  when  at  full  work,  is  equal  to  1,000 
horse  powder,  of  3o,000  lbs.  per  horse  ;  the  effective 
power,  as  measured  by  a  dj'namometer,  is  eqjial  to 
743  horse  power.  The  weight  of  the  engine  in 
working  order  is  thirty-five  tons,  besides  the  ten- 
der, which,  when  laden  weighs  nearly  18  tons. — 
The  diameter  of  cylinder  is  eighteen  inches,  the 
length  of  stroke  24  inches,  the  diameter  of  the 
driving  wheel  8  feet,  and  the  niaxmium  pressure  of 
steam  120  lbs.  The  actual  consumption  of  fuel 
iu  practice,  with  an  average  load  of  twenty  tons, 
and  an  average  speed  of  twenty-nine  miles,  includ- 
ing stoppages,  is  rather  more  than  20  lbs.  of  coke 
per  mile.  For  thi'  better  distribution  of  the  enor- 
mous weight  of  the  "Lord  of  the  Isles,"  it  runs  on 
eight  wheels.  The  cylinders  are  laid  horizontally 
under  the  front  of  the  boiler,  and  can  be  easily  ex- 
amined together  with  the  rest  ofthe  working  parts, 
by  going  down  into  the  ash-pit,  over  which  the 
engines  are  often  made  to  stand  in  the  sheds. 

Nor  is  the  narrow  gauge  l)ehi!id  in  the  colossal! 
power  of  its  engines.  One  of  the  strongest  of  these 
is  the  "  Liverpool,"  built  on  ("rampton's  patent 
which  w;is  also  exhibited  in  the  Crystal  Palace. 
This  engine  contains  2285  feet  of  heating  surface, 
being  270  feet  more  than  the  hirgest  engine  oq  the 


i  broad  gauge.  The  diameter  of  the  cylinder  is  18  are  twentjj-four  spokes.  \  kviieel  consists  ;ill*)ge- 
inches,  the  length  of  stroke  21,  and  the  diameter  ther  of  mojre  Ujan  a  hundrcc    pieces.     The  scenes 

I  of  the  driving  wheel  8  feet.  The  engine  itself  which  are  prrsentecl  in  the  arious  operations  a- 
weighs  thirty  tons,  and  the  evaporation  of  the  round  the  jforges,  are  chaiac  cri/.od by  a  wild  mag- 
tubes,  when  in  full  work,  is  equal  to  1110  hor.se-uificence,  hhich  must  be  wi  i.csscd  to  be  apprcci- 
power.     The  pressure  of  the  steam  is  120  Ib.s.,  on'ated.  -1  ! 

the  square  inch.  The  engine  is  built  with  a  very  The  nest  part  ofthe  csla'  >1islinienf  is  tlic  l)oiIcr 
low  boiler,  and  the  greatest  weight  is  on  the  ex-  house.  Tl|e  materials  of  wh  ch  the  boiler  is  cliicf- 
Ireme  wheels  in  order  to  insure  steadiness.  Torc-'ly  made  cjonsist  of  sheet  irMi,  prepared  for  the 
alize  the  amounts  thus  given  of  the  [Kuvcr  and  the  purpos*,  tlie  jilates  of  which  when  brought  to  tlieir 
sjK'cd  is  notea.sy,  .md  in  order  to  understand  them|pro|jer  si/.(.-  and  shajM;,  are  dlilled  lound  the  edges 
more  fully,  one  or  two  illustrative  facts  may  be  so  that  thty  may  be  firmlj;  leld  together  by  means 
mentioned.  When  a  speed  of  seventy  miles  an  j  of  rivets,  i  The  noise  whicji  fills  the  building  is 
hour  is  obtained,  a  space  has  to  be  passeil  over  of  most  deau-ning.  To  speak  «>  as  Ui  be  heard  Jsim- 
105  feet  per  second,  that  is  to  say  35  yards  must  possible,  .md  if  it  Ik*  attemjacd,  the  motion  ofthe 
be  traversed  between  the  tickings  of  the  clock.  If  jlips  of  the!  speaker  is  the  only  evidence  that  he  is 
two  trains  proceetling  at  this  speed  pass  one  anoth-t-ilking.  l^hc  impression  proiiuced  upon  the  minds 
er,  the  relative  velocity  will  be  doubled,  so  that  if  |of  almost  jail  who  enter  a  boiler  house  for  the  first 
one  of  them  be  seventy  yards  long,  it  would  fla.sh  time  is,  tl^at  the  workmen  Commence  a  inotHt  trc- 
past  the  other  in  a  single  second  of  time.  Now,'mendous  dlattciing  of  hamiiers  and  plates  for  his 
according  to  theexpcrinients  of  Dr.  IIuLton,  it  ap-isiM-cial  aii|ioyance.  as  it  sci|ras  almost  im[K)ssiblc 
pears  that  the    flight  of  a   c.umon   ball    having  a  lh.it  an\  ijseful  uudertakiuglcau  bo  progressing  as 


range  of  G700  feet  is  a  (piarter  of  a  minute,  wliich 
is  at  the  rate  of  five  miles  a  minute,  or  300  miles 
an  hour;  and  hence  it  follows  that  a  railway  train 
moving  at  75  miles  an  hour,  h;is  one-fourth  of  the 
veloc'ty  of  a  cannon  ball,  |     j 

In  order  to  understand  the   processes  by  which 
one  of  these  steam  monsters  is  put  together,  a  vi- 


the  ivsultk)f  such  a  din. 

In  the  fjjundry  which  ni.nlj'  next  be  visited,  the 
cast  iron  •iorks  are  carried  on.  and  a  v;iri«»ty  of 
oiieralion^  may  be  wifitesscl,  while  in  an  adjoin- 
ing building  the  wfK»d-worl;  ofthe  bntk-rs  and  the 
models  in  [wood  for  the  casat  rigs  are  pre|)ai-cd. 

The  (iitlng-shop.s  form  oin'  of  the  most  iuterest- 


sit  should  be  made  to  a  locomotive  factory;  but  Jug  depart[ments  <>f  ihe  est?  blishmeiit.  In  order 
as  this  may  be  difficult,  the  proceeding  adopted i  to  .supply  the  power  necca«  ry  to  put  in  motion 
in  their  coiistruclion  may  here  be  brietly  sketched  the  nuuiefous  machines  inlhe  factoiy,  there  are 


by  a  descriiition  ofthe  establishment  ofthe  (Jreat 
Western  railway  at  Swindon. —  11 


two  powerful  engines  :    one 
cylinders.iand  another  with 


with  twenly-onc-inch 
th  i  rty-  inch-cy  li  nders. 


The  factor}'  here  consists  of  two  large  squares,  In  tlie  lowjer  tuniing-shops,  |he  axles,  crank-axles 
surrounded  by  workshops,  with  one  or  two  small- 1  and  other jlarge  parts  of  locdmotivcs  arc  fini.shed. 
er  squares  adjoining.  In  connexion  with  these  is  {Here  is  a  |>lotting  machine,  ivhich  is  so  complete 
an  engine-house,  where  spare  locomotives  are  kept  I  in  >t-s  opeijation,  that  all  tb«J  manual  attention  it 
and  a  building  resembling  a  veterinary  college,  [requires  i;^  to  have  the  suiifdy  of  soft-  soap  and 
where  defects  are  remedied.  I  water  keji  up  to  j)reserve  tke  t<K»l  from  becoming 

The  smithy  may .  be  first  notice<l. — This  is  a  ""d"'y  l'M!»t«<^  The  value  |»f  the  groat  machines 
long  range  of  buildings,  containing  170  forges, 'employed In  this  establishmjcnt  may  be  gathered 
with  all  the  "ajipliances   and  means  to  boot"  for  from  the  ^ct,  that  the  resoijfrccs  ..f  manual   labor 

would  be  jiuite  insufticient  lb  secure  the  accuracy 
of  adjustment,  and  seciinty  of  workmanship, 
which  are es.sential.  And  ^hen  the  recent  de- 
mands of  fidvancing  mechanical  science  arose,  the 
necessity  for  more  powerfil  means   l>ccame  im 


their  cflectivc  working.  Here  all  the  parts  of  a 
locomotive  which  are  of  wrought  iron, — as  axles, 
piston  rods,  connecting  rods,  and  other  pieces  too 
numerous  to  mention — are  produced.  Three  fur- 
naces are  provided  in  this  department,  in  one  of 
which  the  scraps  of  iron  which  come  from  the 
lathes  and  fitting  shops  are  melted.  Near  the  fur- 
naces are  twoof  Xasmyth'ssteam-hamniers,  which 
are  as  potent  in  their  work  as  they  are  easy  to  be 
directed.  Before  these  hammers  were  introduced 
the  forging  of  huge  masses  of  metal  was  both  a  te- 
dious and  a  doubtful  process  ;  now  the  requisite 
power  can  be  obtained  to  insure  security  in  the 
work.  Yet  this  mighty  engine  may  be  directed  by 
a  boy,  and  is  so  fully  under  command  that  it  can 
be  made  to  crack  a  nut  without  injuring  the  ker- 
nel, or  to  drive  a  tin  tack  into  a  piece  of  wood  by 
successive  raps.  One  of  the  most  important  ]>arts 
ofthe  work  which  the  steam  hammers  have  to 
perform,  is  the  forging  of  the  crank  axles  of  loco- 
motives, and  by  its  aid  the  huge  masses  of  metal 
are  welded  and  moulded  without  difficulty. 

Tht!  wheel-working  is  a  process  of  inU-rest,  and 
on  the  necessity  of  good  workmanship  here,  it 
would  be  sup^-rtluous  to  dilate.  The  whole  of  the 
wheels  are  tbrnied  of  wrought  iron,  the  several 
parts  being  forged  in  pieces  and  then  welded  toge- 
ther.    In  the  large  eight  feet  driving  wheels,  there 


{)erative  ;  and  a  sudden  call  for  inacJiin'^ry  of  su- 
perior accjurac}-  was  made.  The  sli-am-engine  it- 
self, whidh  supplies  us  v  itli  such  unbounded 
power.  oWes  its  present  perf«  ction  to  the  admirable 
means  thus  obtained,  of  giv  ng  to  metallic  objects 
the  most  precise  and  perfe<  t  geometrical  forms  ; 
and  it  is  this  alone  which  i;i.s  provided  the  means 
of  carry injg  into  practice  th<»  accumulated  results 
of  scienti^c  investigation  inj  mechanical  subjects. 
The  lait  department  isj  the  erccting-shed.  in 
which  all 'the  parts  of  a  locomotive  numbering 
no  fewer  than  5416,  arc  put;  together ;  and  it  will 
be  readily  conceived  that  nothing  short  of  tJie  ut- 
most completeness  and  accf  racy,  in  the  finish  of 
these  parts,  could  enable  tlje  w  orkmen  to  combine 
them  in  ohe  hannonious  ani  efficient  unity.  Yet 
the  failur*  of  one  screw  or  I  olt,  or  the  bending  of 
one  rod,  i|iay  hereafter  invo  ve,  not  only  the  cost- 
ly fabric  ilstlf  in  ruin,  but  <  ccasion  th<'  destruct- 
on  of  proj^Mty  and  life  to;  tcMiible  extc-iit.  So 
complete  kiiust  be  the  detail  s,  so  ;»ccurate  the   ad- 


iistraent,  ]that  .Mr.    Robert 
marked 


tnat  a  locomotive  '  must  b<'  pu'  together 


■|f 


Stephenson   well   re- 


I 


uraw-'WTri  ' 
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a  care-fully  as  ;i  walcli."  Tlie  avti age  cost  of  an 
engine  on  the  narrow  gauge  having  a  cylini  er  of  IG 
inches  in  diameter  is  rather  more  tlian  £2000 ;  and 
of  an  18  inch,  X2500  ;  while  on  the  Ore- 1  West- 
ern the  larger  class  cost  no  less  than  <£3CO0  each. 

Traotloii  aii<l   Adhcalon. 

It  is  sometimes  stated  that  the  power  oi '  a  loco- 
motive "is  limited  by  its  adhesion,"  bul  as  this 
rule  <loes  not  have  a  iHactical  applicati  )ii,  it  is 
well  to  distinguish  betwewn  the  two  expre  isions  of 
locomotive  power.  Traction  is  the  expression  of 
the  power  of  the  locomotive  whieh  is  deri>  ed  from 
tlte  pressure  of  the  steam  in  its  cylinders ;  that  is, 
a  dynamical  measure  of  the  revolving  jiower  of 
the  drivers,  applied  at  their  peripherics.  Adhe- 
sion on  the  contrary  does  nut  contribute  or  e  ounce 
to  turning  the  drivers,  but  renders  the  tr.icliun  a- 
avilable  by  its  preventi(m  of  slipping  and  llio  con- 
sequent result  of  advancing  the  engine  on  the  rails. 
Without  tr.tttion,  the  whole  engine  will  all  its 
parts  would  .stand  still ;  with  traction  but  without 
ac'hesion  the  machinery  of  the  engine  would  oper- 
ate, but  without  advancing  the  engine.  The  fact 
of  the  surplus  of  adhesion,  with  engines  of  ordina 
ry  proportions,  is  established  in  the  preva  eiit  use 
of  the  truck  frame,  and  the  trailing  wheels.  The 
English  passenger  engine  emi)loys  butone^third  of 
its  adhesive  weight.  The  Ameiican  passe 
gine  employs  two-thirds  of  its  adhesive  weight. 

Traction,  at  the  same  steam  pressure  and  same 
piston  stroke,  is  increased  directly  witii  tlui  square 
of  the  diameter  of  cylinder,  and  inverse!  •  as  the 
diameter  of  driving  wheels.  Many  of  tiie  iTliil.idel- 
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phia  and  Baltimore  built  engines,  li.ivo  bee  n  Utted 
with  small  drivers,  to  adapt  them  forrunn  ngslow 
and  with  large  cylinders  to  .-idmit  of  eco  lomical 
expansive  working,  \ineteen  and  twenty  inches 
have  become  common  diameters  of  cylind.'r,  with 
22  inch  stroke,  and  3  feet  7  inch  wheels.  These 
engines  were  designed  to  be  worked  to  t  icir  fidl 
capacity,  as  they  are  with  the  heavy  trai:)Sui>on 
the  Reading  road,  and  with  both  heavy  tn  ins  and 
heavy  grades  upon  the  Bait.  &  Ohioroad.  To  use  a 
high  pressure  of  steam  in  these  large  cjlinders, 
destroy  the  proportion  of  adhesion  to  tractioi  i,  would 
making  the  latter  in  excess.  Yet  it  has  been  found 
practicable  with  the  system  of  working  jmisued 
upon  these  roads,  to  dispense  with  a  large  jiart  of 
the  adhesive  weight  of  their  engines,  by  retaining 
the  truck  frame  under  the  forward  ends .  This 
has  been  done  repeatedly  with  the  heav  e.st  en- 
gines, and  where  also  the  surfaces  of  thotiieshave 
been  of  chilled  cast  iron.  This  fact  cxhibjts  in  a 
strong  light  the  sufficiency  of  the  amount  df  adhe- 
sion furnished  by  the  chilled  tire. 

But  where  engines  of  this  class  which  wure  de- 
signed for  a  special  service,  have  been  us«id  over 
evel  roads,  and  where  the  engineers,  tc  make 
time,  would  increase  the  steam  pressure,  it  s  found 
that  the  traction  of  these  engines  is  in  exc<  ss.  On 
the  Pennsylvania  Central  road,  with  engines  hav- 
ing large  cylinders,  small  wheels  and  a  truck  frame, 
the  endeavors  of  the  engineer  to  make  pressure 
compensate  for  a  small  driving  wheel,  hav<  result- 
ed in  a  trouble  with  .slipinug  the  drivers.  This, 
for  want  of  any  other  excuse,  has  been  atl'ibutcd 
to  the  chilled  wheel,  with  which  Baldw;  n's  en- 
gines were  furnished.  But  any  one  conifersaut 
with  engines  or  capable  of  estimating  andcampar- 


of  their  proportion?,  and  tliat  the  best  thing  which 
could  be  done  would  be  to  reduce  the  stiauj  pres- 
sure, or  which  is  more  certain  and  satisfactory  to 
the  enginemen,  to  increase  the  diameter  of  the 
drivers.  Ilie  noble  .slock  engines  builtliii,^  by"  the 
Baltimore  antl  Ohio  railroail  arc  models  forfreight 
engines  for  any  road.  Cylinders,  I'.l  by  22  inches, 
G  drivers  of  50  inches  diameter,  .-ind  fotu"  trucks. 
Here  we  have  the  chilled  cast  iron  tiro  in  sncccss- 
ful  use  under  an  adhesive  weightof  7-")00  pounds  to 
each  tire. 

There  is  no  possible  doubt  aflcr  learning  the 
experience  of  the  great  roads  of  Pennsylvania  and 
M.iryland,  that  the  ten  wheel  engine  is  the  great 
standard  for  a  freight  business.  It  secures,  first^ 
ample  adhesion  with  chillinl  or  with  wrought  tires, 
Second,  a  more  favor;iblc  distribution  of  weight 
than  any  other ;  being  both  easy  and  steady  upon 
the  track.  It  admits  also  of  reducing  the  jolting 
points  of  the  engine  by  the  use  of  the  centre  bear- 
ing for  the  truck.  It  allows  of  horizontal  cylinders 
with  a  coimection  close  to  the  aide   of  the  wheel. 

By  the  happy  concurrence  of  physical  facts,  of 
which  we  have  heretofore  spoken,  the  necessary 
machinery  for  any  amount  of  traction  involves,  by 
its  own  weight,  the  necessary  and  corresponding 
adhesion,  and  so  whenever  an  engine  is  worked 
to  an  unusual  or  disproportioned  presstire,  its 
traction  may  be  s;iid  to  be  cxaptiuudl,  which  must 
be  met  by  an  exceptional  adhesion,  consisting  of 
a  constant  and  destructive  use  of  the  saud-box. 


Illiiioia. 

I'roria  und  Burcuii  Vulkii  Ituilroatl. — We  learn 
I'rOm  t.hePcwria  Republican  of  the  27th  ult.,  that 
.1  meeting  of  the  stockholders  in  the  above  road 
was  held  in  that  city  on  Monday  last,  at  which 
time  the  following  board  of  directors  were  elect- 
ed :— 

T.  D.  Brewster,  B.  Lombard,  John  Frink,  G.  C. 
Bestor,  J.  L.  Griswold,  I.  Underbill,  and  W.  S. 
Moss. 

A  resolution  to  the  effect  that  the  route  should 
be  located  as  near  as  practicable  to  the  towns  of 
Henry  and  Chillicolhe,  and  not  more  than  half  a 
mile  distant  from  either  was  adopted. 

After  the  adjournment  of  the  stockholders  meet- 
ing, the  directors  elect  met  and  organized.  The 
following  oflicers  were  chosen : 

President. Isaac  Underbill. 

Vice  president J.  L.  Griswold. 

Secretary Washington  Cockle. 

Treasurer N.  B.  Curtiss. 

We  learn  that  a  contract  for  the  construction  of 
the  above  road,  has  been  completed  with  Farn- 
ham,  Sheffield  &,  Co. 

Chiraiio  and  Mississippi  Railroad. — The  exten- 
sion from  this  city  to  Bloomington — says  the 
Spriiigjitld  Begisltr — is  being  prosecuted  with 
great  vigor.  On  Monday  the  Sangamon  bridge 
was  so  far  completed  iis  to  admit  the  passage  of 
freighted  trains,  and  we  learn  that  the  bridge  a- 
crosa  Fancy  creek  is  nearly  finished.  From  half 
to  three  quarters  of  a  mile  of  track  are  laid  down 
daily,  and  it  is  supposed  that  some  fifteen  miles 
will  be  in  running  order  by  the  fourth  of  .luly. 

There  is  no  road  in  the  country  which  is  more 
vigorously  and  ellieiently  prosecuted.  It  is  in  safe 
hands,  and  while  Messrs.  Loe,  Lathrop  and  Hick- 
o.x  .are  concerned  in  its  management,  there  is  an 


IjrxlMg4oii«ii(l  Ui{f  Sau<1y  KHilroad. 

We  liav«-  tiielirst  annual  report  vi  the  president 
and  directors  to  the  stockholders  of  this  company, 
from  which  we  gather  the  following  information 
relative  to  its  condition  and  lu-ospects.  The  report 
is  dated  May  25,  18.').';,  or  less  than  one  year  after 
the  organi:'.;ition  of  the  company.  Iniring  this  time 
tiie  following  counties  and  the  city  of  Lexington 
have  subscribed  to  the  stock  of  this  company  as 
follows:  i.  •  ■ 
Fayette  coimty «1.50,000 

Chirke      " 2m,om 

Montgomery  do     200,000 

Bath  'do     150,000 

Carter  do     75,000 

Lexington  city 150,000 


ing  pressures,  would  perceive  that  the  working  of  ample  guaranty  that  its  affairs  will  be  judiciously 
he»9  engines  could  not  h«rmoDiz«  with  eflGcicncy  I  conducted,  "-'".'.- 


-  j,         ,   •      S925,000 

There  arc  assurances  of  an  additional  subscrip- 
tion of  i;75,000  from  Greenup  county.  The  indivi- 
dual subscription  amounts  to  near  $200,000. 

The  location  of  the  road  has  been  fixed  as  fol- 
lows: Lexington  to  Ohio  river  through  Winches- 
ter, Mount  Sterling,  (hvingsvillc,  Mclntircs'  Ferry, 
Triplett  Valley,  Tygert  Valley,  Little  Sinking, 
Barretts'  Creek,  Williams'  Creek,  Chadwicks 
Creek,  and  Big  Sandy.  Length  125  miles:  maxi- 
mum grade,  forty-five  feet  per  mile,  and  the  esti- 
mated cost  of  ineparing  road  bed  ready  for  super- 
structure, S13,000  per  mile. 

The  i)osition  of  the  Lexington  and  Big  Sandy 
railroad  within  the  great  current  of  travel  through 
Kentucky  may  be  comprehended  wlieit  it  is  known 
to  be  one  most  important  link  in  the  great  east 
and  west  thoroughlare,  south  of  the  Ohio  river. 

At  Lexington  a  connection  will  bo  had  through 
the  whole  west  and  southwest,  through  Louisville, 
and  through  Danville  and  Hanodsburg.  The  tra- 
vel leaving  the  Mississippi  river  at  Memphi.'?,  over 
thejiroposed  line  fom  that  city  to  BowlingOreen, 
Kentucky,  will  pass  to^the  Atlantic  seaboard  over 
this  line.  From  Memphis  a  road  is  proposed  to  be 
made  to  Little  Rock  in  Arkansas,  and  thence  south 
west  to  the  interior  of  Texas,  thereby  to  open  a 
communication  between  the  great  south  west  and 
the  Atlantic  seaboard  in  the  routeofthc  Lexington 
and  Big  Sandy  line,  [  '  .      '" 

At  the  mouth  of  Big  Sandy  the  road  will  con- 
nect with  the  Virginia  Central  road  to  Richmond, 
Norfolk  and  Alexandria,  and  from  the  latter  place 
to  Baltimore  and  the  Northern  cities.  This  road 
lies  also  in  the  channel  of  much  of  the  summer 
travel  lo  the  mineral  sinings  of  ^'irginia  and  Ken- 
tucky, a  travel  estimated  at  100,000  annually. 

The  road  passes  through  seven  counties,  whoso 
total  property  valuation  for  1852  was  S12,78'.>,020, 
and  whose  yearly  production  :is  long  ago  as  1850 
was  full  90,000  head  of  ttittle,  125,000  sheep,  200, 
000  swine,  G2,000  horses,  and  10,000  mules,  which, 
with  the  products  of  the  soil,  must  have  been  of  a 
value  of  $7,000,000. 

Carter  and  Greenup  counties  are  engaged  in  the 
manufacture  of  iron,  and  need  only  the  means  of 
access  to  market  to  increase  their  productions 
five  fold.  The  have  already  thirteen  blivst  furna- 
ces. 

Iron  is  also  reached  in  Bath  county,  sixty  miles 
from  Lexington,  ;ind  from  hence  to  Big  Sandy  the 
route  lies  through  inexhaustible  beds  of  iron  and 
coal ;  and  contiguous  to  quarries  of  sand  stone  on 
Triplett  creek,  limestone  on  Tygert's  creek,  clear 
white  sand,  such  as  is  used  for  the  manufacture 
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of  the  most  costly  glass,  jind  lumber  ul  ihc  liucst 
quality.  • 

It  is  csthnatcrl  from  the  mcst  reliable  aT.tlr.irily 
that  tlie  export  tonnage  of  dunjcstic  productions 
from  the  counties  on  this  line  willamounlto  S-2o- 
000  yearly;  tho  import  tonnage  to  S112,')00,  and 
the  amount  of  tonnage  from  counties  oft'  of  the 
main  line  to  jrlll!,500,  or  a  total  freight  business 
of  S45,0€0  yearly.  Adding  ]")l,ri5  way  passcn- 
g.TS  at  $1.25  each,  as  the  number  estimated  from 
the  business  of  the  Baltimore  and  (ihia  and  Ponn. 
Central  roads,  and  100.000  tliroti-h  passengers,  at 
S"3.  and  allowing  S8,000  from  mails  and  e-xjiresses, 
the  total  earnings  will  be  j:84G,'J06  yearly,  of  which 
one-half  may  be  anticipat<;d  as  clear  profits,  equal 
to  Si7-:!,435. 

In  conclusion,  the  report  bestows  some  con- 
sideration u])ou  the  i)rosiJective  connections  with 
this  road. 

The  New  Orleans,  Jackson  and  Gacat  Northern 
railroad  will  necessarily  connect  with  the  great 
cast  and  west  C(!ntral  lino,  thus  aflbrding  fftcility 
for  travel  and  transport  to  and  from  New  (Jrlcans 
through  the  center  of  Missi<S!i)pi. 

The  railroad  fiom  New  Albany,  ojjposite  Louis- 
ville, crosses  the  Ohio  and  Missi.ssi[)ni  railroad, 
and  will  thereby  connect  Louisville  with  St.  Louis, 
and  the  Lexington  and  Biir  Sandy  road  will  form 
one  great,  link  ia  this  great  "Central  railway  of  the 
Union."  ..     . 


when  extended  horizontally,  will  lie  at  an  angle  of 
about  45  degrees.  Each  seat  declines  slightly  from 
the  front  edge,  so  as  to  prevent  one  from  slipping 
ofl"  with  the  jolting  motion  of  the  trains,  and  the 
back  is  furnished  with  a  sliding  head-rest,  wliicti 
may  be  adjusted  to  suit  the  convenience  of  the  oc- 
cupant. ..I     j 

Mycr's  Coal  car. 

Our  friend,  Mr.  C.  Tiers  Myers.  i>  at  Cum- 
berland, Md.  on. his  way  to  Georges  Creek  Val- 
ley, where  he  inieiids  to  apply  the  Patent  Cyl- 
inder Coal  car  to  the  transportation  of  the  Bitu- 
minous coal  from  the  Parker  \'ein,  Frostburg  and 
other  niines.  The  jHinciple  of  the  car  has  com- 
mended itself  to  all  those  engaged  or  interested  in 
the  transportation  of  coal  in  that  section,  who 
predict  foi*  it  an  entire  success.  We  shall  be  pre- 
pared in  a  few  days  to  lay  before  our  readers  the 
results  of  experiments  made  with  a  view  of  test- 
ing the  cHiciency  avd  economy  of  this  car,  and  in 
the  mean  time  would  invite  the  attention  of  pcrsors 
in  the  coal  trade  to  the  merits  of  the  car  as  exhi- 
bited in  its  construction  and  in  its  alrea<ly  suc- 
cessful application,  in  trains  upon  tlic  Reading, 
Philadelphia,  and  Baltimore,  and  other  roads. 


Knoxvlllc  and  Charleston  Rallroail* 

This  company  ii.is  beenoiganizcd  by  the  choice 
of  the  Ibllowing  gentlemen  as  directors. 

.  Blount.  Co.  Wm.  Wallace,  Asa  Watson,  R.  I,  AVil- 
sou,J.  E.  Toole,  James  Porter,  Sam'l  Pride,  Alex. 
Kennedy. 

Knox.  bo.  C.  H.  Coffin.  J.  A.  Mabry,  J.  G.  M. 
Ramsey,  C.Wallace,  C.  ^I.  McGhce,  Jas.  C.  Moses, 
D.  II.  Cummings,  Wm.  G.  Swan. 

Wm.  G.   Swain,  Es<j.,   was   elected  Prssidcn  of 
the  company,  Charles  11.  CoiKn,  Esq.,  Secretiiry 
and  Dr.  8am  1  Pride.  Treasurer. 


Improved  Rallroatl  Car  Seat> 

John  T.  llammit,  of  Philadelphia,  has  invented 
a  car  seat,  so  constructed  that  the  person  seated 
in  it  may,  at  pleasure,  and  without  the  slightest 
iuconvenicnce^-egurate  its  jjosition  cither  for  sit- 
ting upright  or  reclining  in  it.  The  particular  im- 
provement that  h;is  been  patented  jn  this  instance 
is  the  power  of  operating  the  leg-rest  from  the  mo- 
tion of  the  seat  and  back,  by  means  of  a  lever  and 
rod.  The  leg-rest  is  hinged  to  the  front  edge  ol 
the  seat,  and  connected  by  a  link  to  a  lever,  the 
fulcrum  of  which  is  joined  to  the  under  side  of 
the  seat,  and  the  lever  operated  by  the  standing 
frame  of  the  chair.  By  moving  the  person  back- 
ward or  forward,  the  chair  may  be  reclined  or 
brought  uj),  and  by  means  of  a  simply  arranged 
latch,  can  be  readily  locked  or  fastened,  so  as  to 
remain  in  the  position  desired. 

As  designed  for  use  in  railroad  cars,  two  of 
these  chairs  are  placed  side  by  side,  but  are  yet 
kept  so  essentially  independent  of  each  other  that 
either  of  two  passcngi  rs,  sitting  in  adjoining  seats 
may  choose  his  position  without  in  thi-  le;ist  inter- 
fering w  ith  his  neighbor.  This  is  an  important  ad- 
vantage, as  one  may  be  disposed  to  sleep  or  lie  at 
length,  v.hen  another  may  prefer  to  keep  awake 
or  sit  up.  The  chairs  are  capable  of  being  fitted 
in  a  car  at  the  short  distance  of  four  feet  apart,  on 
a  direct  line  runaing  the  length  of  the  car,  and 


a  most  favoralil^  ultecl  upon  tlie4>'tk.  "hich  is  in 
a  demand  at  Sl|10,  with  very  Kl  le  to  be  had  «( 
that  prjci'.  Th^  parties  who  hav<  labored  so  very 
lonir  and  faiihfUHy  to  secure  the  construction  of 
this  work,  find  At  this  early  day  tit  ;ir  laboi-scrown 
ed  with  an  abundant  success. 


nellefoutniiie  &,  Indiana  Railroad. 

This  importaiit  work  has  within  the  p;tst  week 
been  added  to  our  list  of  "Railroads  in  operation."' 
Independent  of  the  completion  of  a  road  120  miles 
in  length,  the  event  has  an  additional  importance 
for  the  relation  that  this  work  bears  to  other  lines, 
and  to  tho  trade  and  travel  of  the  great  State  of 
Indiana.  In  connection  with  other  roads,  it  forms 
a  direct  and  continuous  line  of  railroad  from  Terre 
Haute,  upon  the  western  boundary  of  this  State, 
to  Cleveland,  a  distance  of  354  miles,  and  in  the 
convenient  route  for  the  business  an<l  travel  of  the 
State.  This  line  is  made  up  of  thefollowiug  links, 
viz : — 

Cleveland  and  Columbus  to  Gallon t . .  j.  •  79 

Bellefontaine  &  Indiana ....  118 

Indianapolis  &  Bellefonta.ine 84 

Indianapolis  and  Torre  Haute f  •  •  i-  •  73 

354 

All  these  roads  have  similar  interests,  and  arc, 
in  lact,  but  parts  otoiic  line.  Thej-  are  so  regard- 
ed by  their  owners,  and  there  is  unmistakeable 
evidence  that  all  will  be  speedily  consolidated  into 
nnr  road.  Such  an  event  could  not  fail  to  increase 
the  business  and  value  of  all,  in  the  same  manner 
as  the  consolidation  of  the  roads  between  Albany 
and  Buflalo  has  rendered  that  great  line  vastly- 
more  clficient  and  va  uablc.  It  is  also  proposed 
to  embrace  in  the  above  line  the  road  now  in  pro- 
gress from  Terre  Haute  to  St.  Louis.  It  will  be 
seen,  by  reference  to  a  map,  that  the  last  named 
road  is  but  the  complement  of  a  great  line  extend- 
ing from  Cleveland  to  St.  Louis.  The  obstacles  to 
the  construction  of  this  road  now  appear  to  be  en- 
tirely removed,  and  we  know  it  to  be  the  inten- 
tion of  parties  having  it  in  charge  to  push  forward 
the  work  of  construction  with  all  possible  vigor. 
Mr.  Brough,  the  President  of  this  road,  has  also 
just  been  elected  President  of  the  Indianapolis  and 
Bellefontaine  road,  and  will  very  likely  occujjy 
the  same  rolafiun  to  the  other  companies  that 
conii)rise  this  groat  line,  .-is  fast  as  their  annual 
elections  for  change  of  officers  shall  come  round. 

The  flattering  business  prospects  of  this  road, 
together  wiUj  ih  •  proposed  con«olidation,  has  bad 


Por(Iau4  and  I>Ioutrcal_  1  lailroad* 

The  laying  of  the  iron  upon  tlii ;  great  work  was 
completed  last ! week,  and  on  Monday  next,  the 
regular  pas-senaer  and  freight  trail  is  will  commence 
running  from  the  Atlantic  to  tic  river  SL  Law- 
rence, a  distan<ke  of  2'»0  miles. 

The  completion  of  this  great  v  ork  will  bo  cele- 
brated at  somel  future  day  by  ap]  ropriate  ceremo- 
nies. Dm-ing  |he  .season  of  plepsnre  travel,  the 
road  will  be  dcVotcd  strictly  to  bijsiness.  For  this 
travel  it  cannoi  fail  to  become  t  ic  leading  route 
in  this  country]  It  iwssesscs  un  ;uq)assed  attrac- 
tions, both  at  either  temiinus  andjupon  its  line,  tra- 


versing as  it  doles  for  nearly  100 


miles  the  loftiest 


and  most  exteijsive  mountain  rar  go  in  the  eastern 
States.  The  r|)ad  has  every  pr>s>pcct  of  a  lucra- 
tive business  b^'fore  it,  and  its  success  will  be  a 
good  harbiugeij  of  that  of  the  Gr:  isd  Trunk  line,  of 
which  it  is  to  fbnn  an  important  [>art. 

The  completion  of  this  road  i  i  one  of  the  lead- 
ing events  in  tgie  railway  histoiyofthc  countr)  . 
[t  is  one  of  thd  few  great  lines  [»rojccK.'d  with  a 
view  of  reachifig  and  comniandii  gtlie  trade  of  the 
interior.  It  c<innects  the  gieat  basin  of  the  St. 
Lawrence  witli  tide  water,  by  I  ic  sliorlest  routo 
practicable  fori  a  railroad,  and  o  urns  a  direct  and 
easy  outlet  fot  the  agricultural  products  of  tho 
west  to  the  cbmmercial  and  nfiuufacturing  dis- 
tricts of  New  Bngland.  Betwcdn  Uiose  extremes 
of  the  country!,  widely  sepaateq  but  having  the 
most  intimate  -business  relation:!,  the  above  road 
must  become  ine  of  the  leading!  avenues  of  trade 
and  travel.  Its  importance  willibe  much  increas- 
ed by  the  construction  of  the  (Irand  Trunk  line, 
which  will  carry  forward  its  tra(|c  w  ith  an  uniform 
grade  to  Lakcj  Huron,  on  one  }iand,  and  Quebec 
on  the  other,  i  j 

But  we  do  rjot  now  intend  to  gtvc  a  long  account 

I  of  this  woik,  <inly  to  note  the  f;|ct  of  its  opening. 

I  .\  more  detail^  description  wiUbc  reserved  for  a 

future  occasioh. 


Stotk  and  Bloncy  SIarlce«« 

The  aspect  df  Wall  street  for  |]ie  past,  has  been 
very  much  lik u'  that  o(  the  preceding  week,  iloncy 
has  been  suffii;icntly  plenty,  wilji  but  little  doing 
in  stocks.     For  a  day  or  two  pajst,  however,  there 
has  been  greater  activity,  with  ;i  slight  advance  in 
some  of  the  /ijicics.     Eric  has  ihaproved  the  most 
having  rccovei-ed  to  794  from  Tq-'j,  its  lowest  point 
of  depres.sion  6n  Monday  last,   i  The /u/wrt  of  this 
stock  is  of  course  entirely  uncertain.     Its  value 
can  only  be  iemonstratcd  by  iimc.     Its   market 
price  will  depfcnd  upon  the  position  of  parties  op- 
erating it.     A\fe  think  the  chaufes  that  are  taking 
place  in  its  mttnagemcut  will  pr^veadecided bene- 
fit to  the  road.     Under  the  old '  management,  tJie 
company  hav^  found  themselvc^  unable  to  pay  a 
i  dividend.     T^ere  must  be  some|cause  for  this.     It 
j  may  have  betsi  from  incomi>ete4t  luanagemcnt.  If 
jso  a  change  liay  enable  the  copip;uiy   to  resume 
jits  dividends]     We  are  saiisfiecl  that  the  present 
I  treasurer  h.is  jan    vnaninwus  c<Misent   to  go.     He 
has  probably  ^visely  anticipated!  th  i  action  of  Uie 
directors.   Hcj  has  oi\jo^  ed  tlio  j  eputMikm  of  bciof 
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So  long  j 
J  motioy,  I 


llio  leading;  siK'cul.itor  in  tiio  slock  aiid  fecc  iritivs  I 
of  the  coniiuiiiy,  and  now  that  a  hvavy  loss  lias 
been  .sustained  by  the  public,  it  is  seen  tbat  the  j 
jMisition  of  treasurer  j»ives  liini  an  unfair  ad- 
vantaire  in  the  arena  of  spccidalion,  \iiich  tie 
public  arc  no  louirer  dispose  I  to  tolerate 
as  everybody  tliou^ht  themselves  makin 
acts  of  official!  were  overlooke  1,  whiei;  afe  now  rc- 
{rarded  ashiglj  misdemeanors.  The  disasters  which 
have  befallen  the  Eric  road.uill  undoubtedly  have 
the  advantage  of  creating  a  higher  standard  of  of- 
ficial service.  Wc  do  not  believe  that,  liereafter, 
public  sentiment  will  tolerate  speculation  in  the 
stock  and  .securities  of  a  company  by  n  person 
who  is  a  leading  officer  in  its  management. 

Wc  happen  to  know  something  aoout  ihi  inter- 
nal management  of  tlie  Eric  .raihoarl,  tlit  manner 
in  which  its  accounts  have  been  kept,  and  the  mode 
of  making  up  retuni.s  to  the  legislature,  a  id  wcare 
as  saiisticd  t'lat  the  accounts  and  retu  ns  have 
been  ma<lc  up  more  with  reference  to  ce-tain  ob- 
jects to  bo  effected  for  the  benefit  of  iitcrested 
parties,  than  to  the  real  facts  of  the  case  a  result 
that  might  have  been  expected  from  tlie  relations 
sustained  to  the  company  by  such  paities. 
Iiowever,a  healthy  pr,)cess  of  refonii  is  f  oing  on, 
which  strikes  at  tlit;  very  root  of  the  evil  by  re- 
moving those  who  have  been  the  authors  of  it. 

Tlie  Panama  railroad  company  have  dic'ared  a 
dividend  ofu  percent  from  the  earnings  o  'the  past 
0  montlis,  and  what  is  better,  have  accompanied 
it  with  a  balance  sheet,  sliowing  the  fiuai  cial  con- 
dition of  the  company,  which  is  stated  |Lo  be  as 
folio  ivs: 

Gross  earnings  six  monthsi ;  'f2'iiofil7 


Railway  Share  List, 

Compilcfl  fmm  the  Inlcal  jrtvrns — aiiTected  cvcnj  M'luhimt/nij — on  a  par  raJHOtion  of  SIOO. 


Surplus  in  January . 


Total /. ^•260,001 

Paid  for   Land  Transportation, 

Mails,  etc S-34,2G0 

Running' expenses 65,2CK)      89,460 


4>  4,987 


Kelt  earnings 5  )171,1 44 

The  stock  issued  is.  .S"2,194,0G2 
Bonds  not  converted.      808,000 


Total  present  CapitAl.S-3,002  0G2 

It  will  be  recollected  that  the  company 
nary  last  claimed  to  pay  a  dividend  of  10 
from  the  i)revions  G  months  earnings,  whi 
accompanied  with  any  exhibit  whatevei 
forth  some  severe  censures  from  us  upon 
])roprie:y  of  such  a  course.     We  are  glat 


in  .Tan- 
lercent. 
eb,  uii- 

cail.d 

the  iui- 

to  see 


that  our  strictures  have  had  the  desired  cffct. 
Nocomi»any  can  presume  to  declare  a  i  ividend 
without  a  balance  sheet.  AH  that  we  cl;iiraed  of 
this  company  was  that  they  should  shi)w  their 
hands.  Having  done  so,  wc  are  satisfied,  howev- 
er much  we  may  disagree  with  the  rei  ulits  to 
%vhich  they  arrive. 

The  directors  also  report  that  the  road  is  fin- 
ished and  in  operation  from  the  Atlantic  to  the 
crossing  of  the  Chagres  river  at  Rarbacoa; ,  a  dis- 
tance of  23  miles  ;  and  about  8  miles  mor<  will  be 
in  operation  as  soon  as  the  sui)erstnicturi>  of  the 
bridge  can  be  placed  across  the  Chagres  liver  ou 
the  stone  piers  which  are  now  eonipleted. 

The  Pacific  railroad  loan  has  betm  witli<lrawn. 
The  security  was  a  ^'ood  one,  but  in  judiciously,  we 
think,  brought  before  the  ni.irket.  The  company 
•thould  have  commenced  selling  in  small  <|nanti- 
ties,  till  the  public  w  re  made  ac'|uaint(d  with 
the   security,  the   resources   upon    which  iti  was 


NAME  OF  COMPANY. 


.Vtlantic  and  St.  LawTcnce.  ..Maine. 

Androscoggin  and  Kemiebec.  " 

Kennebec  and  Portland " 

Port.,  t^aco  and  Portsmouth . .  " 

York  and  Cumln'rland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence.. . .  " 

Nashua  and  Lowell " 

Portsmoutli  and  Concord " 

Sullivan 

Connecticut  and  Piissiimpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  >Liine " 

\  Boston  and  Provid<>nce " 

Boston  and  Worcester " 

Cape  C(kI  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  Countv " 

Old  Colony  . . .' " 

Tamiton  Branch " 

Vermont  and  Mas.sachusetts. .  " 

Worcester  and  Njishua " 

Western " 

Stonington R.  L 

Providence  and  AVorcester. .  .  " 

Canal. . , Coun. 

Hartford  and  New  Haven. 

Housatonic 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  " 

Naugatuctk " 

New  London  ati<l  New  Haven.  " 

Norwich  and  Worcester " 

.\ll)any  and  Sclicncctadv N.  Y, 

Buffalo  and  New  York  City. .  " 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  Rochester " 

Buffalo  and  Statv  Lint; " 

Canandaigua  and  Niagara  F . .  " 

(^.•mandaigua  .-(nd  Khnira " 

Cayuga  and  Susquehanna " 

Erif,  (New  Voik  and  Erie). . .  " 

Hudson  River " 

Harlem " 

Long  Island " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Rochester  and  Syracuse " 

Rutland  and  W;ishington " 

Saratoga  and  Wiishington ....  " 


CO 


II 


Syracuse  and  Utica 

Troy  and  Rutland 

Troy  and  Boston 

Utica  and  Sclicneetiuly , 

WaUrtown  and  Romi' 

('.'imdrn  and  Aml>oy 

Mon-is  and  Essex 

New  Jersey 

N»'W  Jersey  ( 'entral 

Cuiulitrlaiid  Valley 

Eric  and  North  E.ust 

Harrisburgh  and  Lancaster.. 
Phil.-idelphia  and  Reading. . . 


N.J. 

(( 

II 
II 

Penn. 


150 
5-3 
72 
51 
20 
93 


51 
82 
24 
15 
47 
2G 
61 

120 

117 
47 
51 
24 
28 
83 
53 
6'J 
28 
52 
75 
42 
GO 
20 
•Hi 
45 
12 
77 
45 

155 
60 
40 
45 
G2 

110 
50 
GG 
Gl 
62 
55 
54 
17 
91 

132 
7ti 
69 
50 
47 


464 
144 

130 
95 

118 
35 

184 
60 
41 
53 
32 
39 
78 
90 
Go 
45 
31 
63 
5G 
20 
36 
95 


a. 

3 


rt 


•33 
il 

"S 


O  9 


bli 


H 


CI 


9  -S 

5 


& 


rtci 

"A 


00 


'2 


55 
o 


1,417,587 

809,378 

876,1 41 

1,355,500 

227.981 

1,649,270 

1,485,000 

2,078,625 

3,016,634 

717,543 

COO.OOO 


3,000,000  4.G49,.392; 
905,300  1,994,4291 
SOO.OOO  2,180,0(X»j 
123,884  1,459,384| 
291 ,200  In  progres 
022,000    2,540.217! 


200,233' 
131,006 
133,338 
208,669 
15.694 
150,538 


none.  1,4»5,(XX)  305,80.'> 
720,tK)0  3,002,094  287,768 
328,782 

132',5i6 


none. 


651,214 

.... '  1,400,000 

073,500 

1,097,600      650,000   1,745,516 

2,4.35,328   1,964,588 

8,500,000   3,500,000  12,000,000 
1,500,000 1,500,000 


324,790 


Leiiscd  to 


none    !)5 

none    30 

none   40 

6       11(1 

none    40 

79,059  none   41  i 

141.83610  109 
'55,266   6     |.... 

163,076   6 

&%    99 

61,513   8      109 

none  

none;    9 

inone'  45 


67  i 


165,340  none 


392,000      700,000 Recently 


32J 
18i 
101; 


1,830,000 1,995,249 


4.076,974  150,000:  4,092,92i 

3,160,390  390,000  3,546.214 

1,.500,000!  425,000  4,845,967 

421,296'  171,800  033,906 

1,691,100  193,500  1,801,946 

2,8.50,(X)0  50),(KXi  3,120,391 

1,050,000  none.  1,060,(X)0 

3,540,000  100,000  3,633,673 

600,000  n(»ne.  620,475 

647,015  819,743  1,245,927 

1,964,070  282,300  2,293,5:^4 

260,000  none.  307,136 

2,140,536  1,(X)1,&00  3,203,333 

1,134,000  171,210  1,321,945 

5,150,000-  5,319,620  9,963,759 


1,457,500; 

3,o6o,66o| 


300,000  1,731,498 
472,660: ......... 


388,108 
659,001 
429,484 
758,819 

60,743 
229,004 
488,793 
229,445 
674,674 
164,230 

67,261 
322,213 
137.406 
218,679 
162,109 
1,339,873 


the  Vt.  C  cnt. 

opened,  .nonej 

nonei 

130,881  7>^l  97^ 
338,215|  7  104  J 
212,625 
331,296 
30,056 


2,600,000 
I In  progres 

668,801;  800,000'  1,511,111 
2,992,460j  1,641,000   4,825,937 

926,<XtO|      440.fHHi 

750,.500|  G^>0,(XI0  1,380,610 
2,121,110!  701,600  2,596,488 
l,000,0(Kl:      685,-301    1,774,584 

900,00(»'  1,550,000  2,550,500 
Fn  i)rogres 


6  ;  8G4 

7  lOU 
2>r.    40 

72,028  6  "j  67 
241,017    7K'  93i 

99,589  8  104 
232,787    G       99 1 

43,950'  7>^  117 

23,415  none  6:: 
101,510  none  87* 

24,399  8   .... 

18,648  none  17i 

66,900  4>^1  59 
682,195  6)^:  98 J 

!•.•■!  50} 

139,514  6   .... 

10   .... 

332,223  none  124 
108,902  none  ... . 
none: .... 


1,826,000  184,903  2,415,014 
879,036   «72,000;  1,921,270 

i In  progres 

425,50«i!  5X2,400i  987,627 
087,0fK)      400,000'  1, '070,786 

9,r,12,995:24.00.!,8G5  31  ..301,806 


3,740,515 
4,725,250 
1,875,148 


7,040,395  10,527,654 
077,463    6,102,935 


253,690 

'  660,468! 
329,041  j 

"VlV,4i6' ........ 

814, 7 14 j   443,993  7     |108 

Rt!cently  [opened,    nonei  45 
207,561     116,966  4>.<    54| 
296,112     164,448   8     |135 

Recently  opened,    none:  85 

i nonei  65 

619,976'    415,32310     il82 

Recently  'opened.   | . . . .  1130 


76,760      39,360  none    68 
74,241'      23,496  none'.... 
3,537,7661,691,623    7     1  79} 
1,063,659'    338,783  none;  73} 
681,445    324,494'  5       64 


616,246   2,446,-391     205,068:      44,070  none   36 
1,578,311;  2.780,760:  4,933,029!    4-35,845    176,123  nonej  42i 
350,0001      201,-500i      607,8031      90,616;      43,609   4     !  70 
7W>,123   6,010,778'    988,-366    549,824    8     1154 

4' K  t.(K)0    1,2-50,000  Recently  opened.   | . . . . 

'm,(m    1,832,945     173,545'    135,017none   30 
126,000   2,661,4771    616,9181    376,02-510     182 

100,000      329,577  Recently 'opened,   j i  33 

700,000  1 ,043,.357JRecently  jopened.  jnone  .... 
none.  ;  4,0'.)3,27;i  1,029,7741  724,77010  195 
650,000    1,693,711 :    225,l.V2i    116,700   8      109 

4,:;27,4"^'l,".b^',-;H5 

1,220.32-'.!    140,154 

3,245,720'    60.{,<)42 

2,379,^^0'    260,89'.t 

i,2t„>,n;;    118,617 
750,O(K)  Ilceentiy  'opened. 

1,609,491!    200,249i    106,932 


5,132,990 
860,000 
899,800| 

2,400,000: 
237,6901 
430,936i 

4,124,000| 

1,011,940; 

l,500,o<H)! 

1 ,022,420: 

2,197,840! 
986,10<;j 

l,l!S4,5tMt| 
600,000 
783,960l 


128,tMK) 

476,(MXl 

1  ,-500,0(M)' 

l-!,(.»0«» 

'  '688'6-5i 


478,41310 
80,35l!  4 

-316,25910 
31., 
6  " 


124,740 

76,8'.tO 


160 
148* 


6,666,3-32110,427,800  17,141,987  2,480,626'!  ,251,987' 


125 

I  92* 


'f^ff9^m^^r^'^Tr''jr^'?!^^^  zTr^-^T'w* 


?v^r^.l*-. 
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Railway  Share  List^ 

Compiled  ft  am  IkcUUcst  returns — corrected  cvcrj/  Wednesday — cni  ajtar  valuation  a/SIOO. 


NAME  OF  COMPANY. 


a 

•c 

c 

^ 

S 

Q< 

o 

,_^ 

rt 

09 

e> 

"^ 

rt 

'^ 

O 

Md. 


Philarl.,  Wilmington  and  Balt.Pcnn 

Pcmisylvania  Central " 

Piiiladelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

IJallimore  and  Ohio 

Washington  branch 

]?altimorc  and  Susquehanna . .      " 

Alexandria  and  Orange Va. 

Manassiis  Gap " 

Petersburg!) " 

Piichmond  and  Danville " 

Richmond  and  Petersburgh . .     " 
Rich.,  Fred  and  Potomac ....     " 

South  Side " 

Virginia  Central " 

Virginia  and  T<>nncssoe " 

Winchester  and  Potoin.ac " 

AV'ilmington  and  Palcigh 

("harlotte  and  South  Carolina 

Greenville  and  Columbia " 

Soutli  C.-irolina " 

Winilington  and  Manchester.     " 

Georgia  Central Ga. 

(leorgia " 

Macon  and  AVestern " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

^Mobile  and  Oliio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 

Nashville  and  Chattanooga. . .  " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington "     l 

Louisville  and  Frankfort " 

M.aysville  and  Le.xlngton "     !  „ . . 

Cleveland  and  Pitliiburgh Ohio.  100 


08   8,8.'iO,000 
2-50   t»,7C8,158 

30  I 

47  ! 
.381    9,188,.300 

H8   1,650,000 

57  I 

65  i 

'11 

64 

73 

22 

76 

62 


1,372,324 


11,328.722 
107  :1,400,100 


•a 
« 

s 


O   3 

91    ^ 


& 

Is 

a 

m 

O 

o 


bD 


-oil' 

CO 


c 


t 


'^ 


c 


2,403,276   6,813,830!    667,785    383,501'  6 
5,000,000'15,600,000'1,943,827    617,625, . . . 


9,827,123;i9,.542,307  1,325,563 
'  1,650,000    .348,622 
413,673 
I  In  prog, 
iln  prog. 


615,384  7 
210,237  8 
152,536: . . . 


71 
100 


nt 


gilt 


fore 


t-5 

42 

.1... 


200,000 


800,000 
446,036 


In  prog 


t:: 

100 


60 
"     i  32 

N  .C.'l61  :i,338,878 
8.  C. 110 

140  1,004,231 

i242  ;3,858,840 

ii'Ji  3,100,000 

i211  :4,000,000 

ilOl  11,214,283 

I  7]  i. 

686,887 


In  prog. 
In  prog. 


3,(100,000!  1,500,000  In  prog. 


176,485 


180,000|      120,000 
1,134,098 


60 
55 
93 
33 
88 
60 
80 
125 

29' 
66 


Cleveland,  Painesv.  .and  Ash.. 

Cleveland  .and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

<'olumbus  and  Lake  Eric " 

Cincinnati.,  Ham.  and  Dayton  •' 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Diiyton  .and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hilisboro <' 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River ■' 

Ohio  Cental " 

Oliio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  an<l  Clevel'd  " 

Xenia  and  Columbus -  " 

Ev.ansvjUc  and  lUinois 

Indi.ana  Centnil 

Indiana  Northern " 

Indi.anapolis  and  Bellcfontaine  " 

Lawrenceburg  and  Ind " 

Lafttj'ette  and  Indianapolis ...  " 

Madison  and  Indianapolis " 

Teru  .and  Indianapolis " 

'rerif  HauU;  ;ind  Indian.apolis  " 

Rock  Island  and  Chicago " 

Ciiica^o  and  Mississi])pi " 

Illinois  Central , 

Galena  .and  Chicago 


I  71 
;135 


61 

60 


776,259 
879,808 
688,611 

835',o6b 
2,093,8141 
1,430,000 

3.37.218 


416,532;  89,776' 
2,965,574  610,03R 


74,902  none 

none 

12 

153,898:  6| 


^• 


300,000'ln  prog.  ' I .... 

3,(X)0,000I  7,002,3961,000,7171  609,711  7 

306,1871  3,378"l32  "  "oVo.SOR  '  '508,625  8* 

1,214 9.34,424  456,468  7K 

168,0001  1,596,283  296,584!  153,697  9  109 


125 


150,000 

4ob"ob6 


1,239,454 
3,027,666! 


641,000 
850,000 
900,000 


1,371,000 
'  408,266 


1,694,000 
310,666; 


li06,000 
550,666 


40 
20 
36 
31 
37 
84  [2,370,784 

900,000'  1,000,000 
167  jl,860,500 
57 


In  proji 

743,525 

In  prog.     I . 

In  prog,     i . 

In  prog.     { . 

1,330,960 

In  prog. 
In  prog. 
In  prog. 
584 ,902 


129,396;      71,586   8 


173,5421      76,079  8 


87,421;     44,250 


80 


In  prog.     1 
2,%3,756 


3,655,000 
In  prog. 


194,429;    123,.300   6 
777,793 


483,483  12 
i-l- 


985 
132* 


2,600,000    321,793|    200,'.)67 

In  prog 

925,000  Recently  opened.    ■ 
In  prog.     ' ' 


.i. 


il87 


Ind. 


87 
64 
31 

isi" 

83 


III. 


..Mich.  315 


Michigan  Soutlieni 

Michigan  Central 

Pacific ;  Mo, 


62 
88 
40 
72 


92 


In  prog. 
2,634,157 
1,855,000 

In  prog. 


115 
'86* 


526,746^    314,670   10   119J 


665,751  . . . 


•]• 


1,750,700|  2,450,000 

jln  prog. 


Recently  opened. 


552,000! 
1,092,137 


800,000;  1,317,140 Recentlv  opened.     ....  150 
119,500|  1,257,714    237,506    135,363   1» 
In  prog 4 . 


1,050,000 
632,387 


Recently  opened. 


In  prog. 


750,000j  2,400,000 

iln  prog. 

663,100    1,353,019 


i--4- 

'..i. 

Recently  opened.   ; . . , . 
516,414    268,075   l6 


76 
l97" 


1,932;  361 
2,499.410 
282  ,4,000,000 


100,593   71,446  4  )H»8 


■4- 


.500,000  In  i)rog. 
2,629,000:  0,4.30,240 
4,067,396;  8,614,193 


472,109 
592,187 


293,046.... 


]30 
125 

128 


B  |116i 


.:.) 


1*.    i».'*>*  ^■..^.-.fc-¥  . 


based,  the  chhr; 
etc.  Confidence  i 
and  of  very  slow 
manner,  fnira  tlu 
spring  at  once  i 
docs  a  i>lant  into 
is  one  better  ad 
market,  and  mi 
of our  leadin 

The  compauj-, 
want  of  money, 
dcl.ay  occasioncf 
have  a  tendency 
project,  and  iu 
ficial  results. 

The  receipts 
for  June  show 
1852.     The  fi 


:ii  ter  and  objects  o 


1  new  works  is  a    hiiig  of i^roirlh, 

growth.  It  proceec  s  in  a  legitimate 

smalle»-t  beginniii  js,  and  docs  not 


Pa>scngers 
Freight . . . . 


o  full  luxuriance 
full  bloom,     flic 


>tcd  to  a  foreign  han  a  domestic 
ea>iiy  be  sent  fl  hm.ad  by  synic 


;in 


igii  houses. 
however,  are  in 
id  will   sufi'cr  nc 

Tlie  present 
to  direct  public 
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the  road,  etc.. 


no  more  than 
•'curitv  ortiercd 


no   inmiediate 

loss  from  the 

movemeut   will 

itlention  to  the 


t  lis  way  will  not  b'  witliout  l»eue- 


<f 

a  bo 


the  Michigan  < 

nt  20  per  cent. 

are 

1853 
..   81.825 


?u  -es  are — 


!5  I  n 

37,607  ^ 


Tot.d 

Increase  ., . 


ni9,4.3:i 
..^••2(»,197  I 


1852. 
r>3.fi69  15 
35,567  25 

$99,236  40 

,     I  pas.senger  traf- 
fic. 

The  revenue  on  the  main  sU-ni'  .f  the  B.iltimore' 
and  Ohio  Railroad  for  the  month  (jf.Tiiuraiuount 
ed  to  about  SIO  j,000,  being  an  in 
receipts  of  the   .same 

the  W.ishingt4'»    Branch    was 


The  increase  :  s  almost  entirely  i 


Main  Stem. 
June  1853.. 
June  1852.. 

Increase 


.S20,485 
Washingloii 
Vi  ssen^ers. 
June  1853. i   23,500 
June  1852.]   29.640 


over  the 

The    revenue 

S30,000,  being ; 

with  the    receipts  of  the  preccd 

following  ar&tlic  figures. 


entral   railroad 
gain  over  June, 


Tcase  of  .56,000 
nonth  I.ist  year 


dccrea-se  of  jf(l,l 


Pas.sengers.     Tin 
848,000        SI  4 


27,515 


<'l  as  compan  d 
ng  Jun<'.      The 

nagc.     Total.    ' 
J.tKXi    jfp.O.oOO 
1(1  i,348       132.8«i;i 


Hratu 
Tui 


June . 


),C52      *56,137 


ntage. 
7,lfX) 
7.1  H 


Total. 
:!0,0(K) 
30,781 


1  <--6,181 


Decrease.!  80,140 
The  receipts  j)f  the  Harlem  Railroad  for  Juno 
show  an  increas^  of  over  20  per  c  -nt.  on  June  of 
last  year  as  follbws  : 

1852.     I  '            1853 

January L 84ii,601   ;  jit73  792 

February 46,286'  ;  08  .503 

March r>4,254  i  48  0.53 

April 01,016:  73.156 

May 68,846   '■■  84  043 


S-2«0,O33 '  ; 
.      OO.OOD 


Total |. 5-3-')2,7l<2 

Increase 

The  earnings  bf  the  Macon  au< 
ro.ad  Company  f  )r  June  were  : 
Passenger . 

Mail 

Freight ,, j. 


the  month  of  J 
June,  1852 


Total ... 
Corresponding n lonih  hast  year. 

Decrease 


S877  57 
The  reeeii>t.s  ^f  the  Litde  Mia»|ii    R.ailroad    fur 
ne,  1853,  .ir<-... 


1  hcre.t.se ^ .  . 

The  earmngsjof  the  Ciucinnat 


Dayton  Railwaj 
June  1852,  are  ; 


for  June    1S53, 


S3lo,.-)(t7 
80,951 

#429,458 
87<>,726 

Western   Kail- 
J 

87,0.32  48 

-    l,«Xi2  26 
. .  7.497  27 


.8 15.592  01 
.  16,469  58 


..^5l,l5s  (;r, 
.  43,915  57 


. .  .-*10,213  09 
Hamilton  and 
compared   witl> 


I 


,-;V> '*  *  ^/jt^"  '  ,'■-.»-'•  .vr'i^ 
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June 1862. 

For  rassengers $1G,3]5  IG 

For  Freight 7,G7G  44 

For  Mail  and  Express ...         104  55 


[Total «25,09G  15 

Incr^'ase   more  than  33  per  cent.  . . 


The  foUowng  statement   sliows 


the   condition 
lington  Rail- 


and  businoess  of  the  Rutland  and  Bu 

road  Oomi)any,  for  tho  year  ending  AlWy  31,  1853. 

The  construction  account  .imount  to  jj  5,577,466  82 

Tlic.resources  for  these  expendi- 
tures are  stated  to  be  : 

Capital  stock SI. 415,900  00 

Six  per  cent   stock..      671,000  00 
Eight  per  cent,  stock.     500,000  00 

Morgage  bonds l,800,f)0  00 

Other  bonds,  floating 

debt,  &c 1,100,506  82 

S 


The  entire  earnings  for  the  year  are 
stated  to  be .• . 

The  entire  expenses,  adding  fuel  and 
materials  on  hand 

Leaving  for  net  earnings 

Exceeding  those   of  the    previous 


1863.  I  cent,  for  the  six  months  ending  May  31,  1853,  pay- 
*in^o-  00  ''^''^  ^^  ^^^  18th  inst.     The  dividend  might  have 

860  ST  '^^*-'"  '•"■&'-''■»  hut  the  directors  wish  to  be  certain  of 
la  3  per  cent  dividend  in  January. 


$32,302  03 


^,577,466  82 

496,397  45 

228,858  33 
aG6,539  12 

101,109  40 


year  by 
Showing  an  increase  of  over  60  per 
cent 

The  receipts  of  the  Milwaukee  and  Mississippi 
railroad  in  June,  show  a  large  gain  ovcr'the  same 

mouth  last  year.     They  are 

June,  1852  June  1853 

Passengers S2,9G9  91  S'>,801  03 

Freight 2,193  45  10,259  14 


Total $5,163  34  S18,563  19 

In  June  1852,  only  thirty-six  miles  '  )f  the  road 
were  in  operation;  in  June  1853  70  miles.  The 
business  has  more  than  trebled,  while  the  number 
of  miles  in  operation  has  been  dou  ded.  It  is 
thought  that  with  the  extension  of  he  road  to 
Stoughton  and  Madison,  next  fall  the  monthly  re- 
ceipts will  run  up  to  $25,000  or  $3O,OC0.  The  re- 
ceipts in  May  were  $13,998  20. 

At  the  annual  meeting  of  the  Hartf  )rd,  Provi- 
dence and  Fishkill  railroad  company,  lield  at  Sto- 
nington,  on  the  27th  ult.,  the  old  directors  were 
re-elected.  The  net  earnings  from  op  ii;«tions  on 
road  were : 

For  the  year  ending,  first  June  1853 . .  ^69,629  52 

Do  do        do        do    1852..  60,119  04 

The  business  of  the  United  States  Bianch  Mint 

at  New  Orleans,  for  the  month  of  June,  was  as 

follows ;  . 

DEPOSITS. 

California  gold 

Foreign  gold 

Silver  parted  from  California  gold . 
Silver  from  other  sources 


*56,904  54 
931  98 
302  01 

206,830  95 


Total  value  of  deposits Sp4,909  48 

COINAGE. 

Gold— gold  dollars— 85,000  pieces ....  185,000  00 
The  receipts  of  the  Petersburg  (Va.)  lailroad  for 
the  six  months  ending  June  30  were  SI  17,262  91, 
against  $102,595  03  in  the  correspond  ng  period 
last  year.  Increase  $14,667  88.  Out  of  the  net 
earnings  the  company  have  declared  a  dividend  of 
f\\  per  cent. 

The  receipts  of  the  Norwich  and  Worfcester  rail 
road  company  for  June  show   a  very   handsome 
gain  over  the  same  month  last  year : 

June  1853 ^26,411  23 

June  1852 |21,919  53 


S4,491  70 
The  dirwtoTBbave  dsclared  a  drvideijd  ef  2  per 


Gain  in  1858. 


The  stockholders  of  the  Philadelphia,  Wilming- 
ton and  Baltimore  railroad  met  at  Wilmington  on 
the  30th  June,  when  they  accepte<l  unarimously 
the  act  of  the  legislature  of  Maryland  ceding  to 
them  the  right  of  building  a  bridge  over  the  Sus- 
quehanna, for  which  purpose  they  resolved  to  is- 
sue new  stock  at  $40  per  share. 

The  receipts  of  the  Norwich  and  AVorcester 
Railroad  Company  during  the  month  of  .June, 
amounted  to  $20,411  23,  against  $21,919  53  for 
the  corresponding  period  la^t  year,  showing  an 
incrciwe  of  $4,491  70— equal  to  21  per  cent. 

Motive  Fo-vrerofthe  Boston  aiut  Provltlcuc* 
Uallroad. 

The  efficient  and  economical  character  of  the 
Locomotive  power  of  tliis  road  has  led  u.s  to  pre- 
sent our  readers  with  a  detailed  report  of  ita  ex- 
tent and  condition. 

This  road  was  opened  in  1834,  with  small  engines 
from  Robert  Stephanson  &  Co.  Edward  Btiry,  and 
George  Forrester  &  Co.  of  Newc.istle  and  Liver- 
pool :  and  with  engines  from  tlie  Locks  and  Can- 
als company  and  William  Norris  of  the  United 
States.  Three  of  the  old  engines  are  yet  kept  in 
ordinary  by  the  company.  The  others  have  been 
sold,  and  are  now  distributed  over  some  of  the 
upper  railroads,  wliere  they  are  used  for  gravel 
and  wood  trains. 

In  1844  Mr.  George  S.  Griggs,  master  of  machin- 
ery, and  one  ofthe  first  engineers  tipon  the  line, 
commenced  the  construction  of  a  new  class  of 
engines,  with  inside  cylinders,  straight,  riveted, 
frames,  "  wagon  top"  furnaces,  and  coupled 
drivers.  In  1815  the  "  Norfolk"'  was  completed.  In 
1846  the  Bristol,"  "Suffolk, '  and  "  Massachusetts" ' 
were  furnished;  the  •  Blackstone"  in  1847;  the 
"Taghconic,"  "  Narragausett,"  "Iron  Horse"'  and 
"Rhode  Island,"'  in  1848;  the  '-Canton"'  and 
"  Neponset"  in  1819  ;  the  "  Ilighlander"  in  1850, 
the  "Dedham'"  and  "  Roxbnry"'  in  1851. 

These  were  completed  from  time  to  time,  as 
shown,  to  meet  the  increasing  business  ofthe  road, 
and  to  provide  for  the  deterioration  of  the  old  en- 
gines ;  so  that  by  gradual  progress  the  road  is 
now  stocked  with  a  first  chxss  eijuipuient  of  loco- 
moti\es.  Mr.  Griggs  is  now  engaged  upon  a  new 
engine  of  larger  si/.e  than  upon  ;iny  road  running 
into  Boston,  and  which  is  intended  for  the  steam- 
boat trains. 

The  characteristic  of  Mr.  Griggs,  engines,  all  of 
which  are  the  same  now  as  exhibited  in  the  "  Nor- 
folk.'" are  the  heavy,  straight  frame,  the  outside 
bearing  truck,  lap  valves,  full  stroke  pumps,  and 
for  the  rest  a  substantial  and  simple  arrangement 
of  the  usual  machinery,  plainly  finished,  but  ac- 
curately and  strongly  put  together. 

The  iron  of  the  outer  shell  of  fire-box  is  ,-{.iuch 
thick,  the  remaining  parts  of  the  boiler  5-16  inch. 
The  boilers  are  generally  stayed  stronger  than  is 
usual  among  builders.  Every  engine  on  the  road 
has  a  copper  tube  sheet  at  furnace  end,  and  the 
"  Iron  Horse"  "  Rho«le  Island,"  "  Canton,"  "  Ne- 
ponset."  "  Dedham  "  and  "  Uo.xbury"  liavc  whole 
furnaces  constructed  of  copper.  All  the  engines 
have  tight  tilting  dampers,  and  have  the  common 
bonnet  sparker.  Every  engine  has  a  safety  plug 
in  tb«  crowQ  Bbe«t  of  iVirnace.      £v«ry  tube  on 


every  engine  on  the  road  is  tight.  The  wood  used 
is  of  a  very  goo<l  (luality,  which  may  be  inferred 
from  the  fact  of  a  consuiuption  of  but  ?j  conl  in 
running  11  miles,  with  five  cight-whccl  ears.  Tin' 
time,  including  12  stops  is  one  hour  and  thre-: 
quarters.  Part  of  the  distance  is  up  agradeofl'i 
feet  per  mile,  in  cither  direction  of  the  road. 

Three  of  Mr.  Griggss  engines  were  at  the  Loco- 
moti\  e  trial  at  Lowell,  October,  1st  1851 ;  vi/ :  tho 
•'Neponset,''  •'  Highlander,"  and  the  ''Dedham. 
The  "Ncjtonset"  was  ofthe  ordinary  class  orPa>- 
senger  engines,  with  coupled  drivers  and  lap 
valves.  Uer  dimensions  arc  shown  in  the  table  ac 
companying,  She  was  not  built  purposely  for 
speed  and  was  sent  as  being  merely  a  fair  exam- 
ple of  the  every-day  class  of  engines  in  use.  Tho 
"  Highlander"  was  an  inside  connoted  freisHit 
engine,  having  all  tho  weight  on  six  coupled 
drivers.  The  wheels  had  chilled  tires.  The  dimen- 
sions are  to  be  fourid  in  the  table,  below.  The 
length  of  rectangle  on  rails  is  12  feet  4  in.  The 
middle  and  back  pairs  of  wheels  are  5  feet  3  in. 
apart  between'centers,  tho  middle  and  front  pairs 
7  feet  1  in.  There  are,  as  is  a  necessary  conse 
(lucncein  all  engines  of  this  aiTangeraent  of  wheels, 
three  tons  more  upon  the  forward  pair  of  drivers 
than  upon  eithero  of  the  others. 

The  "  Dedham'  is  a  small  tank  engine  having; 
but  onej>air  of  driving  wheels.  When  the  engine 
is  at  rest  but  7-25ths  of  its  weight  are'  upon  the 
driving  wheels,  but  when  drawing  its  load  a  ))or- 
tion  01  the  weight  upon  the  trailing  wheels  is  trans- 
ferred to  the  drivers  through  an  arrangement  of 
the  draw-rod  of  the  engine.  This  is  eficctcd  in 
the  following  manner.  The  draw  sjjring  behind 
the  engine  is  attached  at  its  cuds  to  long  rods 
which  run  luider  the  engine  frames  to  near  the 
driving  axle,  where  they  are  attached  to  the  lower 
ends  of  two  bent  levers,  (one  on  each  side  ofthe 
engine),  which  are  extended  or  have  their  fulcra 
in  the  frames,  just  back  of  the  driving  boxes.  The 
ends  of  the  horizontal  arms  of  these  levers  lie 
directly  upon  tho  driving  boxes  so  that  the  trac- 
tion of  the  train  is  brought  directly  upon  the 
boxes,  to  increase  the  adhesionwith  the  resistance 
to  be  overcome. 

The  driving  spring  of  the  "  Dedham"  is  laid 
across  and  is  attached  to  the  top  ofthe  boiler  and 
rests  at  its  ends  upon  pintals  standing  upon  the 
driving  boxes.  There  are  one  pair  of  driving,  one 
pair  of  leading  and  one  pair  of  trailing  wheels 
The  Drivers  being  4  feet,  C  in.  in  diameter  ;  the 
leading  and  trailing  wheels  3:'.  inches  in  diameter. 
The  length  of  rectangle  on  rails  is  llj'o  feet,  being 
5^  feet  from  center  of  drivers  to  leaders  and  6 
feet  to  trailing  wheels.  The  weight  on  drivers 
when  the  engine  is  at  rest  is  7150  pounds, — the 
whole  weight  of  the  engine  being  25350  pounds. 
For  the  arrangement  of  the  drawing  apparatuis  of 
this  engine  Mr.  (Jriggs  was  awarded  a  silver  medal 
by  the  judges  of  the  exhibiiion. 

Tho  "Neponset,"  after  making  the  corrections 
in  time  due  to  her  inferior  weight  and  pres.=.ure  of 
steam,  when  compared  with  the  other  engines 
tried,  was  the  third  in  the  order  of  speed  out  of 
six  passenger  engines  tried,  being  IVj  tons  lighter 
than  aliy  other,  and  having  the  smallest  cylinders 
and  lowest  steam  jjressure  of  any  tried.  As  a  ser- 
viceable engine,  ruhning  regularly  with  moderate 
repairs,  and  an  economical  consumption  of  fuel, 
th9  "Nepooset"  would  compare  with  gieat  cr«dlt 
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" T'f  ^la^  •  _. 


two  hand  ]ath€8; 


two  drills ; 


two  Kmall  iron  plant  is  ;  one  bolt  cuttf;  one  .ixlc 


key-way  cutttr,  aud 


fifteen  iron  vises. 


parin;;  this  niacliine  y  with  that  of  <  thcr  repair 
shops,  it  will  be  foui  id  not  to  exceed  he  amount 
rcijuircd  to  keep  thi  same  number  of  ocomotives 
ill  repair,  but  on  tin  Providence  i-oad  this  machi- 


scrvicc  in  which  it  is  employed  it  is  efficient  and  near  to  aiid  upon  the  iiorthside  of  the  track,  abont 
economical.  ^a  mile  from  the  Boston  station,     These  are  the  cn- 

The  economy  of  the  chilled  tire  is  fully  realized  gine  house  aud  repair  shops.  The  machinery  of 
in  this  engine,  in  the  cheapness  and  facility  of  the  latter  consists  of  a  small  stationary  enipno  of 
maintaining  it  in  constant  working  condition.  six  horse  power;  one  large  lathe  for  turning  drivers: 


^Ir.  Griggs  is  nov  building  an  ens 
inch  cylinders,  18  ijch  stroke,  5J^ 


per  lire-box  with  cdpjxir  stay  bolt-s .; 


The  whole  equipment  of  enguies  of  this  road  is  one  boring  and  splining  lathe  for  trucks  aud  car  '  placed  on  the  steamboat  train. 
:  SURVEY  OF  MOTIVE  POWER.     BOSTON  AND  PROVIDENCE  RAILROAD.— DV  ZERAU  COPULRX. 


By  com- 


with  any  of  the  engines  tried.  The  "Ncponset'  .economically  oiK-rated  from  the  fact  that  the  fur- 
was  then  running  with  exhaust  pipes  of  2 V^  in.  di-  Inaccs  and  tubes  of  everj'  engine  are  in  excellent 
ameter,  which  are  now  worn  or  expanded  to  2^^  order,  and  the  proportions  and  adjustments  of 
inch,  something  like  ■'•o  inch  more  than  is  usually  valves  are  good,  therein-  realizing  the  greatest  ef- 
maintained  on  engines  of  that  class.  As  to  their  Siciency  of  the  fuel,  while  the  expense  of  niaintain- 
speed,  Mr.  Griggs'  engines  show  the  attainment  of  ing  is  very  low  from  the  strength  of  the  frames, 
oO  miles  per  hour  with  the  steamboat  trains  over  the  strong  staying  and  bracing  of  the  lK)iler,  the 
the  level  parU  of  the  road.  'simplicity  of  the  i>umps,  slides  and  valve  motions, 

As  to  the  "Highlander,"  avo  can©nly  say  that  in  the  excellent  quality  of  the  springs,  tlic  simple  I  nery  has  sufliccd  tolbuild  nearly  the^hole  eijuip 
many  respects  it  is  a  successful  and  econoniicalsparker,  etc.,  etc.     The  machines  are  simple,  dur-    ment  of  engines,   four  having  been' 1  uilt  in  one 
freight  engine.     The  freight  business  of  the  Prov-  able  and  accessable.  |  yt'ar.      Thirty  men  are  the  most  tha  :,  have  ever 

idence  road  is  not  so  heavy  as  to  furnish  a  com- 1     It  may  be  interesting  to  know  something  of  tlic  f  been  employed  in  the  entire  establisli  ment,  inclu- 
pletc  test  for  the  power  of  an  engine,  and  had  it|extent  and  position  of  the   establishment  from  ,  ding  men  engaged  i  i  repairing  cars 
been  so,  the  "Highlander"  would  have  probably  which  this  road  has  been  equipped  witli  engines. :  smith's  work  is  obt  lined,  completed, 
had  a  separate  cut  oir  valve,  so^lhat  steam  could  The  passenger  in  the  Providence  and  New  York  :  shops,  the  Taunton  Company  haviiig  l^uilt  most  of 
be  used  through  full  stroke  in  starting.      For  the  trains  will  observe  a  low  range  of  brick  buildings  i  the  boilers  and  tenii  er  tanks. 


wheels ;  seven  small 
wood  frame  lathes ; 


iron  frame  engine  lathes  ;  two 
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The  boiler 
from  other 


128  two  inch  .solid  1  irass  lubes,  12  fo<  t  long :  cop- 


otf  valve,  etc.      Thiswiil  soon  be  <;<>  upieted  and 
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Boston , 

Tiot , 

King  Philip.. 

Norfolk , 

Bristol 
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M  assachusetts 

Blacks  tone 

Taghconic  . .  . . 
Narragansett.. 
Iron  Horse  .  . . 
Rhode  Island. . 

Canton 

Neponset 

Highlander  . . . 

Bedham 

lloxbury 

Providence.... 
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G.  S.  Griggs May,  1845 

Mav,  184t; 
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"  April,  1847 
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Feb'y.   " 
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u 
.2 

w 
u 
a 

(3 
O 


O 


o 

02 


O 


fc/J     60 


in. 
Inside.     12 

12 

12 
Outside.  IG 
Inside.     14  7-16 

"        145^ 
14  9-16 
1111-16 

"         1414 

10 
"         14 13-10 
"         1411-10 
"         W4 

14^4 

It 

0 
15 


0 
t-3 

in. 

m. 

10 

8 

2fi 

8 

10 

8 

20 

8 

18 
18 

8}.< 

18 
18 

8>i 
8' J 

20 
18 

9 

20 

9 

18 

9 

20 

9 

20 

9 

20 

9 

18 

9 

10 

1 

10 

7 

18 

S    rt 
o     o 


in.  in. 
1     2 


o 

o 


ft 


1 
I 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 
1 


2  o. 
2'.<  4 
2  "  4 


2 
•> 


2      4. 


74  1^4  ■4. 

5k  IK  4. 


.  in. 

0 

0 

0 
.  0 
.  7 

0 

0 

0 

0 

0 

6 

0 

6 

6 

6 

0 

0 

6 


c 


Two. 


Four. 


« 

« 


o 


Four. 

Two. 

Four. 


CI 


(C  « 

II  II 

Six.  None. 

Two.  Four. 


o 


V 

u 

r; 
CI 

« 

in. 

04 

30 

34 

45 

38 

38 

38 

41 

41 

401.,' 

40 

42  »:^ 

42  ' 

41X43 

45 


3 


c 
c 

fi.ili 
9 


5.  0    Four, 


« 
a 

u 

3 

Cm 

o 

.a 
-.^ 

ir. 
45 

42 
42 
40 
40 

40 

40 

40 

40 

39}^ 

393:; 

39  ' 

39 

39 

32 

82 

99 


«> 
u 

tt 

a 
ki 

3 

O 


in. 
38 
42 

39K 
54 

40 

46% 

40 

48 

43 

49;^ 

44' 

45 

45 

60 

50 

47^ 

38 

88 

1€ 


^  a 

.Sp2 
'5 


c 
o 


u 
o 
rs 
a 

V 

H, 


.SP 
"3 


0 
o 
cS 

B 

3 

o 

o 


<5 

lbs.      lbs.        lbs.     sq.ft. 
400 
.  343 

368 
557 
505 
527 
527 
685 
603 
618 
28800  618 
G75 
675 
680 
708 
607 
358 
858 
iUOO    28000    26iQ0    691 


u 
O 

o 
rt 

Si 


^  3 


«i5 


^  o     Si 


2  o,      2 


3 


Z   \  2 


a 
H 


43 


V4 


I. 
9. 
9. 

y. 

9. 

9. 

9. 

9. 
10. 
10. 
n. 
11. 
11. 
11. 

9. 

8. 
8. 

10. 


o 


34460 
35705 

85805 


41500 
40100 


20555 
21705 
21050 


26480 
24000 


sq.ft.  sq.ft. 
42  8.  0 
40  7.  7 
39  6.  7 
66  10.  8 
45  8.  7 
60  8.  5 
45  8.  7 
62    8.  7 


44507    28307 


49 
50 
49 
51 
61 


43050 
41200 
26350 


28000 

41200 

7150 


9.  4 

9.  0 

9.  2 

9.  2 

9.  2 

57     9.  5 

50  9.  5 
52  8.  9 
29  4.  5 
29    4.  o 

51  10.  0 


^  o 

cub.ft. 
4.  2 
6.  2 
4.  2 
9.  3 

6.  8 

7.  0 

6.  9 

7.  1 
7.  9 
7.  1 
9.  3 
7.  2 
7.  9 
7.  9 
7.  9 
7.  1 
2.  4 
2.  4 
7.  4 


-^      S 


w      s 


3    V, 

O    ^ 

u 

cub.  ft. 
830  1107 
175'.t 
1107 
3481 
2503 
2352 
2332 
2372 
2658 
217'.» 
3481 
2412 
2421 
2421 
2121 
2990 
881 
881 
247^ 


'?  o     s 


05 


330 
336 
374 
367 
330 
330 
336 
336 
300 
374 
330 
:^.0G 
300 
300 
420 
374 
374 
389 


.2  2  to 

302  S 

5814 

7208 

5814 

14381 

1(1341 

97 10 

'.103:; 

'.•800 

1(»08<1 

".•000 

14.381 

'.<90G 

KHMX) 

KMKK) 

lUOOO 

12353 

3040 

06  iO 

10220 


o 

CS 

s-> 

H 

tons. 
288 
300 
288 
711 
512 
481 
477 
485 
5J4 
145 
711 
4tt4 
495 
495 
459 
612 
180 
180 
506 


o  9 


-3 

< 

tons. 


411 
434 
421 


530 
480 


J. 


o 

o 

cords. 

7 


a 

o 

o 


o  . 
3  :j 


O' 


o  y 


ii 

o 
u 


o 


3 
H 


76 
70 
60 
1.35 
110 
121 
121 
131 
135 
13-5 
135 
134 
134 
1*5 
123 
142 
113 
113 
12'J 


o 


o 


ne   with  16 
eet  drivers. 


separate  cut 


in. 

2  3-16 
2>4^      . 
2  3-10 

1?4 


CS 

e 

s 


60 

c 


s      ^ 


IV 

IW 


IV 


m. 
910 

V, 

I  13-10 
I  13-16 


^     8 

7 
\1  1-16 

8 


2'8 

1  15-16 
l'< 


t    e     -2:5   .h 

fC  r""  C_(    r^         rH 


1^ 

l'.< 
lU' 

iC' 

1V.< 

500     1?^ 
1)4 


500 
824 
143 

600 


1' 


galls. 
8<K) 

jm 

908 
1^93 
1^58 
l.$55 
1854 
1253 
1209 
1520 
1526 
lii81 
1280 
ljl7] 
1471 
1430 
800 
300 
1681 


2.09 
2.02 
2.09 
4.05 
3.41 
3.50 
3.47 
3.53 
3.95 
3.50 
4.05 
.3.59 

;;.95 

3.^i5 
3.95 
3.50 
1  18 
1.18 
8,08 


H  3 
sq.  ft. 
1H4 
131 
170 
120 
148 
160 
152 
166 
153 
174 
133 
188 
171 
172 
17'.> 
171 
303 
303 
161 


Sq.ft 
20.<! 
15 
18, 

i4.a 

13 

14.^ 

12.*. 

14.: 

12.i. 

15.; 

KM 

14. 

II.V 

14.: 

14.1 

14.f 

24.J 

24.1  i 

UA 


o 
rs 


fi 

tj 
u 

< 

sq.ft. 
3.8 
2.9 
3.2 
2.3 
2.6 
2.4 
2.5 
2.5 
2.4 
2.7 
2.0 
2.0 

•>     * 

24 

2.4 
2.5 

3.8 
3.8 
2.7 


,0 


~  o 
5^ 


u 

^ 


lbs. 


0027 
CJni 
6000 


7438 

5d;i 

7160 

70S8 

11573 

6059 

7603 


O     ;  i 

.£?   n 

c   .  : 

< 


lb! 


in. 

23 
32 

37 

31i.< 

30»«' 

31  ij 

33'; 

33V 

34'., 

83 

33«.; 

33)^ 

35 

;a 
33 

2<M^ 
20»» 
37 


=  s 


^   3 


S!}9 

51  .'0 

52  32 


fifi20 
6<i  HJ 

i(r7 

TOW 


oil 


lbs. 


3476 
::5<Ni 
3689 


4025 
40*iO 
3762 


lO 


7(  90   4100 


4Gd 


.ic  ual 


5111 


their  out- 
includes  so 
contact ! 
the  area  of 
el  of  grate 
.1  pressure 


ds  per  ton. 
what  is 


Th(}  areas  of  tub^s  are  estimated  frojn 
side  diameter.     Tlie  area  of  fire-box 
much  of  its  internal  surface  as  is  in  .1 
with  the  water.      The  area  of  grate  is 
horizontal  section  of  furnace  at  the  lei- 
bars.      The  traction  is  estimated  fro 
of  75  lbs.  per  square  inch  on  jiiston 
stroke.     Adhesion  is  taken  as  one-fiftl 
on  drivers.     Friction  of  train  at  10 
Amount  of  steam  used  does  not  incliile 
lost  in  ports. 

i  NOTES. 

All  tenders,  excepting  the  "King  Ph|l 
rubber  springs ;  none  have  draw  sprin 
the  tender  of  the  "Providence"'  have 
to  suspend  the  brake  beams.      The 
"  Taghconic,'    "Iron   Horse,"'    "llho(te 
'*  Providence,"    "  Neponset,"    and   "  I 
have  Millers  brakes,  by  wliich  the  str; 
brakes  is  equalized. 

_  Only  the  "Narragansett,"  "Providenjee,"  "Ded- 
hara"  and  "Roxbury"  have  sand-boxes 

"Rhode  Island  '   and  "Nepon.sct"'   l|ave  steam 
brakes  upon  the  driving  wheels. 

"  King  Philiii,"  "Providence,"  "Nafi 
and  "Rhode  Island'"  hnve  separate  cut 

All  liave  strong  and  secure  cow-catc|»ers. 
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Railway  Axlesi 

The  following  comnuinicalion  on  tl 
ture  of  Railway  axles  was  addressed  to 
of  the  T'drdo   Blade.     It  contains  im 
gestions  and  doscrves  perusal. 

Ma  Editor — Having  witnessed  the 
accident  to   the  cars   of  the  Michigai 
Rail  Road,  which  occurred  yesterday  1>\ 
ing  of  an   axle ;  ahd  having   had  a 
experience  in  making  car  axles  myself, 
I  would,  through   the   medium   of  your 
lay  before  the  public,  my  views  on  the 
ject  of  manufacturing  axles. 

The  ordinary,  and  almost  universjvl 
making  axles,  is,  from  what  is 
piles .    These  piles  are  bars  of  iron  abo 
wide  and  one  inch  thick.     Six  of  these 
ther,  forming  a  square  mass  of  6  inchqs 
into  a  furnhce,  ond  when  brought  to  a 
ing  heat,  so  that  they  stick  together, 
out  into  a  bar,  about  1-4  of  an   inch 
the  axle  is  to  be  when  Unished.     This 
is  i)erraitted  to  cool,   and  afterwards   h 
bright  red,  or  mild  white   heat,  when 
nicred  in  dies,  and  linished  to  the 
tlie  axle. 

To  this  axle  there  are  several  ser 
ons. 

Ist .  It  is  made  of  bars  of  iron  weldec 
and  consequently,  liesides  the  risk   of  i 
welding,  it  is  tough  only  as  it  bends  in 
tions  ;  either  up  or  down  the  Hatway  ol 
"When  it  comes   to  be  bent  the   cdgew 
bais,  it  is  comparatively  brittle.   To  set 
of  this  objection,  it  is  only   necessary 
ordinary  cut  nail,  and   bend  it  with   tl 
the  iron  and  then  across  the  grain,  imtil 
.    2.  Tlie  bars  of  which   it  is  made  are 
them  through  bars.      Some   of  them,  ui 
or   three   in    each  mass,   are   pieces   o 
lengths,   laid  in,   the   ends    butted   agajinst 
other. — This   of  course,  as  bars  of  iron 
weld  endways,  weakens  the  axle  from  1 
1}-  \-'l,   these  short  pieces   contril)uliiig 
else  besides  bulk  and  weight  to  the  a.\l 

3.  The  haramering  of  these  axles,  bosi 
one  of  the  most  shameless  humbugs  in 
is  a  i)Ositive  injury  to  the  a.\le.       Kveiy 
evci-  worked  in  iron   knows  that  the 
the  l>est  instrument  y<t   di^covered  to 
aud  hence  the  i)artiality  so  universally 
for  hammered  iron.     But  it  is  equally 
to  all  iron  men,  that  in  order  to  benefit  i 


..^-~^:c.-j^^%^,j<-  rc.-r,  -.■■.»-^-tT''3^™rc:r?^';--» i-s-Tr^-j^i^TrTTTCTri^^rTpp^pr^^ysj^Tp'T'nsr*^ 
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manner  named  the  iron  must  be  haniuiered  when 
tirst  taken  out  of  knobling  tires  or  puddling  fur- 
nace, while  it  is  in  a  loose,  .suit  spongy  state.     To 


haniincr  iron  at  a  later 
manufiicturing 


iron  bad  welding,  short  [tiles  and  injurious  hanimor- 
ing  will  be  avoided,     The  axle  althrough   will  i.o 


in  fact  and  to  all  practical  intents  and  purjtose; 
stage  of  the  ])rogress  of,  hammered  axle.     The  hammering  will  be  given  ;,t 
but   little   good:  and  to  |  the  right  end  of  the  process. — Besides  an  axle  will 


it,   d()e3 

hammer  it  in    the  way   that  axles  are   hammered 

does  harm — Every  blow  struck  by  the  hammer 
throughoutl*'^'^'-'*" '^ ''^"**  in  temperature  below"  a  bright  red 
the  wcio-ht   ^^^'"^^  destroys,  to  some  extent,  its  fibrous  character, 

and  if  continuod  long  enough,  will  change  it  en- 
tirely into  granulous.     It  has  been   demonstrated 

that  a  heavy  bar  of  the  toughest  iron  in  the  world, 

by  repeated  blows  in    the   same  place  from  but  a 

light  hanmier,  will  give  Avay  aud  fall   assunder.— 

Such  being  the  case,  what  must  be  the   injury  to 

a  railroad  axle  which  receives  all  its  hamnnnering 

while  passing  from  a  mild  white  to  a  dull  red  heat. 

cooled  down,  too,  in  the  process,  by  water  thrown 

almost  constantly  on  it  while  beiiig  hammered,  to 

give  it  a  tine  skin    and    beautiful    tiuished.      The 

hammering  ol"  railroad  axles  amounts  to  a  planish 

and  no  more,  and  is  a  direct  aud  positive  injury  to 

the  axle.     The  writer  can  remember  some  thirty  ,^    •  „      .....    <.  .,      ,p  .     ^    ,,      ,     .„  , 

years  ago,  when  the  planished  iron  was  (irst  intro  l'*''""^  ^'"'^'^'^  ""^  '^'  ''^''^"'^  *^  ^''""'^'^   -^'^' 


be  equally  tough  whichever  way  it  be  strained. 
There  will  not  be,  to  use  a  common  phrase,  jinv 
"  crossway  of  the  pile." 

One  axlo  of  thi.s  sort  will  be  worth  more  for 
service  and  reliability  than  a  do/en  of  the  ordi- 
nary kind.  ' 

The  wheels  should  be  fastened  on  withoiu  a 
shouldierand  thus  avoid  the  strain  to  which  tliiy 
.ire  subjected  by  the  present  jtlan. 

In  presenting  these  views,  the  writer  feels  that 
he  has  nothing  to  gain  except  perhaps,  iucroascil 
safety  to  himself,  family  ,ind  friends  in  travelljnn-. 

Samukl  Chlrcu. 
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duced  in  the  west.  From  its  beautiful  appear- 
Jiiicc,  it  was  popular  for  a  while,  but  in  less  than 
two  years  nobody  would  have  it.  Plani.sKex  axles 
are  deserving  of  unspeakable  less  coulidence,  be 
cause  the  polish  endangers  the  lives  of  thousands 
of  men,  women  and  children. 

4th.  So  long  as  axles  are  made  in  the  present 
manner,  it  is  i-ut  reasonable  to  expect  th.it  a  por- 
tion of  the  bad  iron — larger  or  smaller,  according 
to  the  cupidity  of  the  manufacturer — willenter  in- 
to their  composition 

There  would  be  but  little  risk  in  stating  it  as  a 
fact  that  a  majority  of  the  railroad  a.xles  in  use 
were  made  of  all  puddled  iron,  and  but  very  few 
of  them  all  of  the  best  of  iron.  Those  made  of  all 
puddled  iron  are  wholly  unfit  for  use.  Our  gov- 
ernment will  not  use  a  pound  of  puddled  iron,  and 
yet  our  r.ailroad  companies  consent  to  use  it  even 
for  axles. 

Those  not  made  entirely  of  puddled  iron,  are, 
many  of  them,  mixed — astreak  of  fat  aud  a  streak 
of  lean — half  and  half,  i)erhaps. 

The  four  objections  presented  in  the  foregoing, 
are — 
1st.  The  axles  in  question  are  made  of  piles. 
2d.  These  piles  are  not  all   through. 
.">d.  They  are  injured  by  hammering. 
4th.  The  material  of  which   they   are  made  is 
not  good  enough. 

Having  stated  the  objections  to  the  present  me- 
thod of  making  axles,  the  writer  would  suggestan 
objcctiou  to  the  present  mode  of  putting  wheels 
on  a.xles.  It  is  well  known  that  almost  every  axle 
that  breaks,  breaks  at  the  journal.  Why  is  this? 
The  reason  is  that  the  shoulder  on  the  journal  is 
made  to  .act  as  a  fulcrrmi,  while  the  spring  on  the 
axle  furnishes  a  lever. 

The  wheel  is  driven  home  against  the  shoulder, 
fitting  it  .as  closely  aud  tightly  Jis  it  is  possible  for 
the  be«t  mechanic  to  bring  iron  and  iron  togeth' 
er.  As  the  <ixle  springs  in  the  middle,  it  umst, 
of  necessity,  bear  hard  ag.ainst  the  wheel  on  the 
one  side,  while  it  draws  equally  hard  on  the 
other. 

There  is,  therefore,  a  constant  and  very  heavy 
and  continually  varying  strain  on  the  neck  or 
journal  of  the  axle,  which,  in  time,  cannot  fail  to 
break  it.  Fasten  a  nail  or  other  piece  of  iron  as 
tightly  .OS  a  wheel  is  liistcned  on  a  railroad  axle, 
and  then  spring  it  backwards  and  forwards  con- 
tinuallv,  and  see  if  it  will  not  give  away  bv  and 
by. 

Now  .ill  these  objections  can  e.isily  be  reme- 
died. First,  let  railroad  conqtanies  contract  with 
responsible  maimfacturers  of  blooms  of  acknow- 
ledged and  uniformly  good  quality,  for  blooms 
each  of  the  requisite  si/e  to  make  an  .axle  such  as 
they  want  ;  and  Secondly,  let  these  blooms  be  de- 
livered by  the  manufacturer  at  some  rolling  mill 
and  rolled  down  to  the  size  wanted.  If  a  s[)ring 
is  i-e<|uested,  rolls  can  be  turued  so  ;is  to  give  the 
bar  tiiat  shape. 

By  pursuing  this  course   .all  danger  from  bad 


Pacific  Ratlrond. 

We  h.ave  received  the  third  .annu.al  report  of  the 
directors  of  this  company,  which  presents  the  fol- 

1X50. 

The  total  amount  subscribed  to  the  capital  stoc  k 
to  da^o  is  over  $2,800,000.  This  is  exclusive  of 
stock  taken  by  contractors,  the  .amount  of  which 
will  appear  upon  the  fin.al  settlement  of  their  con- 
tracts. It  is  also  exclusive  of  subscriptions  for 
the  South  Western  .andiron  Mount.ain brancho.';, — 
but  a  considerable  part  of  it  is  conditional  upon 
cert.ain  locations  of  the  road  west  of  JefTersou 
City. 

The  amount  of  instalments  called  in  to  the  da(o 
of  report  was  50  per  cent,  of  which  S600.',i(« 
have  been  paid.  | 

The  total  expenditures  to  March  21st  1850  wcro 
^1,378,487,85.  Floating  debt  .about  $75,000 
Amount  of  st<ate  bonds  received,  S*J50,000. 

The  following  is  an  abstract  of  the   Trial   B.il 
ance  presented  in  the  report. 

DEBITS. 

Bahance  due  on  subscriptions $9 15,. 385  UO 

Interests,  Exchange  and   Discounts.  41,515  IJ 

Lands,  Damages  .and  Grants 172,561  fio 

Surveys 01,112  VJ 

Labor  and  materials  for  road   con- 
struction    963,.341 


Building  .and  Machinery , 

Cars  and  Engines 

Water  supply 

Office  expenses  and  Contingencies. . , 
Balance  in  hand    for  unsettled  .ac- 
counts   


5y,028 

50,102 

1,957 

l'.t,868 


!10 
88 
'.17 
21 
40 


9,600,  It) 


$2,303,479  01 

CRED1T.S. 

Capital  Stock   subscription Sl,502,.'550  W 


Bills  p.ayable. 

Capital  Stock  paid  up 

Samuel  Copp  Jr.,  Treasurer. 
State  of  Missouri  for  Bonds. 
Premium  on  Bonds 


11.128  6'.i 
23,000  00 
90,244  27 
650,000  GO 
26.756  05 


$2,303,479  01 
The  total  estimates  for  the  first  division  of  37 
miles,  based  upon  payments  already  m.ade  and  to 
be  m.ade  is  $1,461,971  08,  or  an  excess  of  $269,- 
1)74  08  .above  the .  estim.ate  made  on  location  of 
June,  1851  ;  and  $101,800  08m  ore  than  the  revis- 
ed estimate  of  Feby.  1862.  Of  this  excess, 
$67,000  were  for  outlays  not  contemplated  upon 
the  original  location.  The  excess  has  been  owing 
to  resistaiice  upon  the  part  of  land-owners,  to  the 
prevelance  of  cholera,  <aud  the  inefliciency  of  con- 
tractors. Difficulties  have  been  encountered  as 
.severe  as  any  of  the  e.ostern  rojids,  and  these  facts 
account  for  the  delay  in  opening  the  eastern  divi- 
sion. But  what  has  been  done  is  of  a  permanent 
and  first  class  character 
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Most  of  the  cyaipmcnt  lias  been  purchased  at 
Uio  east  and  put  together  at  St.  Louis,  but,  con- 
tracts are  now  made  for  the  construction  of  cars 
jind  locomotives  in  that  city.  It  w:is  expected  to 
pass  over  the  first  division,  with  a  train,  on  July 
first. 

The  second  division  will  reach  Jefterson  City, 
l-lb  miles  from  St.  Louis.  It  is  now  located 
through  Grays  Gap  to  the  Valley  of  the  Missouri 
in  which  it  is  continued  to  Jefferson  City.  The 
work  to  within  15  miles  of  Jefferson  City  will  be 
principally  in  side  hill,  there  being  also  one  tunnel. 
The  estimate  for  preparing  the  road  bed  for  the 
track  for  this  division,  88  miles,   is  S1,-jOO,000. 

Early  in  1852  the  people  of  Washington  County 
residing  in  the  great  mineral  region  of  the  State 
applied  to  this  company  to  baild  a  branch  to  the 
Iron  Mountain  and  Pilot  Knob,  upon  which  the 
])oard  deemed  it  proper  to  pledge  the  company  to 
its  construction  when  half  of  its  cost  should  have 
been  subscribed  in  stock.  A  route  was  surveyed 
to  leave  the  main  line  near  the  end  of  the  firstdivi- 
sion  and  passing  by  the  way  of  Calve  Creek 
along  the  ridge  near  Potasi,  through  Washington 
County  to  the  Iron  Mountain.  Length  of  branch 
GO  miles,  or  making  a  distance  from  St.  Louis  to 
the  Iron  mountain  of  100  miles. 

The  people  of  Washington  County,  subscribed 
JllO.OOO.  Upon  these  facts  the  legislature  grant- 
ed a  loan  of  the  state  credit  for  $750,000,  which, 
by  subse«iuent  act,  may  be  transferred  at  any  time 
by  the  Company  to  the  Iron  Moimtain.Co.  That  Co. 
paiiy  are  now  engaged  in  making  surveys  indepen. 
dontly  of  those  surveyed  by  the  racific  Company 
which  prevents  the  latter  company  from  taking 
any  steps  iu  the  matter  uutil  the  result  of  these 
surveys  are  known. 

The  national  grant  of  land  made  June  10th  1852, 
ti)  the  state  of  Missouri,  was  transferred  Dec.  25th, 
1852,  by  the  State  to  this  company  on  condition 
that  it  should  be  applied  to  the  construction  of  a 
branch  road  terminating  on  the  western  boundary 
south  of  the  Osage  river,  and  S1,000,000  of  state 
credit  is  added  to  the  grant,  provided  $500,000 
applicable  to  the  branch,  in  addition  to  the  capi- 
tiil  stock  of  the  company,  should  be  subscribed 
bt'lbre  any  of  those  bonds  should  issue. 

The  same  act  defines  the  Pacific  Railroad  to  be 
a  railroad  running  from  St.  Louis,  via  Jefferson 
City,  and  thence  on  the  most  practicable  inland 
Tonte  through  the  county  of  Johnson  and  terminat- 
ing at  any  point  in  Jackson  County  which 
the  Company  may  designate.  But  this  loca- 
tion through  Johnson  County  is  upon  the 
condition  that  the  people  and  counties  interested 
upon  that  line  shall  within  twelve  months,  from 
the  passiige  of  the  act,  subscribe  atlciist  $400,000 
additional  to  the  amounts  then  subscribed,  and 
that  the  Company  shall  be  able  to  secure  the  right 
of  way  on  as  good  terms  as  upon  any  other  route. 
If  the  conditions  are  not  complied  with  within 
the  twelve  months,  the  Company  are  authorized 
to  select  any  other  route.  The  same  act  extends 
the  credit  of  the  State  to  the  amount  of  another 
million  of  dollars,  making  the  total  loan  to  this 
Company  Jour  millions  of  dollars,  and  limits  the 
period  of  completing  the  road  to  Jackson  County 
to  five  years  from  the  passage  of  the  act.  The 
company  are  also  exempted  from  taxation  on  both 
their  lines  until  the  same  are  respectively  com- 
pleted, opened,  and  declare  a  dividend  ;  but  to 


be  subject  to  taxation  two  years  after  they  arc- 
completed  whether  they  declare  a  dividend  oruot. 
To  the  Pacifir  Railroad  running  to  Jackson  County 
is  also  applicable  that  portion  of  the  land  ffrant 
which  shall  be  due  to  that  portion  of  the  road  lyinir 
between  St.  Louis  and  the  point  where  the  South- 
western Branch  shall  diverge. 

Before  the  passage  of  this  act  preliminary  sur- 
veys of  the  south-western  route  had  been  made  by 
this  Company,  and  also  of  a  route  through  the 
cities  of  Boonville  and  Lexington,  and  were  re- 
ported to  the  Legislature,  with  a  memorial  and 
map  of  the  State  showing  all  the  moneys  of  this 
company,  of  all  which  l-j.OOO  copies  were  printed 
and  circulated  by  the  General  Assembly.  j 

The  estimates  of  the  Engineer,  ba.scd  upon  these 
preliminary  surveys  from  the  end  of  the  First  Divi 
sion,   to   complete  the  road,  are  as  follows  : 

PACtFIC    RAILRO.iD    TO    JACKSON    COLN'TY. 

Length,  via  Boonville  and  Lexington 

"to  the  boundary 254.81   miles. 

Cost $0,570,000. 

Length,  ria  Johnson  County,   to  the 

boundary :   243.73  miles. 

Cost $6,200,000. 

SOLTII    WE.STERN    BRANCH. 

Length  from  the  end  of  First  Divi-sion..  310  miles 

Cost «7,80<t,00(t 

These  estimates  are  exclusive  of  rolling  stock 
and  land  damages. 

The  location  of  the  South-western  branch  was 
comiuenced  as  soon  as  a  praciicable  after  the  pas- 
sage of  the  act  of  December  25th,  with  a  view  of  se- 
curing the  location  and  title  of  the  lands.  If  the 
full  quantity  of  vacant  land  grarited  shall  be  found 
within  thelimlis  prescribed  by  the  law  this  Com- 
pany will  obtain  3,800  acres  per  mile,  or  about 
1 ,300,000  acres  for  the  weole  line.  The  grant,  pro- 
perly managed,  is  a  highly  valuable  gift  to  this 
Company,  and  it  is  hoped  may  l>e  so  used  as  to 
secure  the  evrly  completion  of  the  South-western 
branch  throughout  and  be  of  no  inconsiderable  as- 
sistance to  the  construction  of  the  line  to  the 
Kanass  also.  Negotiations,  having  this  grand  ob- 
ject iu  vjew,  have  been  already  started. 

The  following  is  the  conclusion  of  the  report. 

"  Congrffls    at   its  recent    session    appropriated 

$150,000  to  the  survey  of  routes  from   a  railroad 

across  the  continent,  to  coimect  the  Atlantic  States 

with  the  Pacific.     This  is  in  fact  the  beginning   oi 

j  the  great  Pacific  railroad,  and  it  now  behoves  us 

!  to  push  on  both  our  lines  with  increased  energj-, 

I  so  that  we  shall  be  in  a  position  to  reach  that  road 

whatever  route  for  it  may  be  adopted.     Our  line  to 

I  the  south-west  looks  t<>  the  direction  of  the  Cana- 

1  dian  and  the  southern  route,  while  our  line  to  the 

■  Kanzas  points  to  the  central  and  also  to  the  north- 

lem  route.     Our  Legislature  have  granted  thi> 

.  Company  the  right  to  extend   their  road  to  any 

point  west  of  the  boundary,  even  to  the  Pacific. 

Our  position  is  therefore  favorable  for  .an  inevitable 

connection  with  the  National  Pacific  Ro<td.    If  it 

should  happen  that  a  route  should  be  adopted 

nected  with  either  of  our   Unes,  the  stock  of  this 

Company  will  certainly  be  a  prize.      Looking  to 

the  probabilities  in  our  favor,  and  the  munificent 

grant  of  lands  made  to  this  Company,  as  well  as  to 

I  the  general  position  and  relations  of  our  road,  the 

I  stock  of  this  Company  must  be  admitted  to  be  of 

most  excellent  promise. 

I     The  guage  adopted  by  this  Company  (5  feet  C 

inches)  has  been  adopted  as  the  gauge  of  the 

I  Missouri,  and  it  has  been  adopted  by  the  New 
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Dircdflrs. — IIudso<i  E.  Bridge,  Jam^sE.  Vcat- 
man,  John  C.  Rusi,  Thonias  Allen,  Daniel  D. 
Page,  Henry  L.  Patfier.son,  Edward  Wvlsh,  D.  A. 
January,  Josuah  D.  Brant.  Jamet  Harrison, 
Alban  H.  Glasby,  LiitherM.  Kennctt;! Richard  S. 
Elliott.  I  ' 

President. — Thomas  Allen. 

Vtcr.  President. — 1|.  M.  Kennett. 
j     Sccretarij  and  Treasurer. — Samuel  C^pp,  Jr. 

Engineer  iu  Chitf.\ — Thomas  S.  O'Sillivan. 


I  .Toiirual  of  Kallroad  l>a«v  I 

'  rOU\\  ARDHKS  AND  CAKRIKHN. 

The  receipts  takenjfrom  the  agents  if  transpor- 
tation merchants  shoiild  distinctly  show  mith  whom 
we  are  dealing,  so  thftt  we  can  estinmte  how  far 
we  are  secure,  and  ifjit  prove  necessarj^,  obtain  le- 
gal indemnity  in  caste  of  loss.  The  litigation  of 
which  a  brief  sketclj  is  subjoined,  gtew  out  of 
that  loose  mode  of  dding  business  whicli  the  hur- 
ry of  modem  travel  sp  often  occasions.  It  should 
be  remembered  thati  the  mere  fonoan  cr  is  only 
bound  to  exercise  orfclinary  care  in  ft  Ifilling  the 
duties  entrusted  to  him.  It  is  in  dcaliijg  with  the 
common  carriers  alond  that  we  protect  our  goods 
from  all  casualities,  |except  those  occ;  -sioned  by 

If  the  for- 
of  course. 


the  act  of  God  or  the 


public  enemies. 


warder  is  idso  a  comtnon  cairier,  he  is 

subject  to  all  the  dut  es  and  liabilities  |>f  the  coiu 

mon  carrier. 

The  following  case  |>vas  lately  tiied  before  judge 
Barculo,  of  our  supreme  court,  atBrotJ.lyn,  Tkur- 
vian,  against  WeUs,  Pfargo,  and  others^. 

The  defendants  formed  "  the  Califc«T  ia  Express 
Company."  The  action  was  brought  i  to  recover 
202  ounces  of  gold  apd  22  gold  piecef  lost  from 
the  steamer  Georgia,  at  Kingston,  Jami  ,ica,  on  her 
p;\ssage  from  Aspinw,  ill  to  New  York,  n  October 
last. 

The  gold  in  questioh  had  been  deliveted  by  one 
A.  Spencer — the  original  owner— to  ^ackus,  de- 
fendants agent,  to  bej  carried  ashore  a(i  Panama, 
before  the  arrival  of  l|he  said  parties  id  that  city, 
whither  they  had  sailed  from  CalifomiaL  The  par- 
ties crossed  the  Isthmus  together,  and  meanwhile 
the  gold  remained  in  the  trunk  of  Balckus.  On 
reaching  Aspinwall  ihey  agreed  that  the  gold 
should  be  carried  to  l^ew  York  in  the  (|eorgia,  in 
Backus'  trunk.  The  latter  deposited  [jarcels  be- 
lon-sing  to  other  individuals  in  his  trunU,  and  pla- 
ced it  in  his  state  roo»i.  The  trunk  waa  robbed  at 
Kingston,  both  partiei  being  a.shore.  !|he  follow- 
ing points  were  debated  on  the  trial : 

1st.  Was  the  moncj^  delivered  to  Bac)cas  indivi- 
dually, or  was  it  deli\jered  to  him  as  agjeut  of  the 
Express  Company  1     |  j 

2d.  Was  the  defendant  a  iKere  forwirder,  and 
were  the  owners  of  th|j  Georgia,  therefofe,  the  on- 
ly parties  liable  for  th|e  value  of  the  gola  ? 

8d.  Admitting  the  <^riginal  claim  agai^ist  the  de- 
fendants to  be  valid,  jcould  the  claim  b<  assigned 
so  that  the  present  pliintifito  whom  itihad  been 
assigned,  could  recover?  | 

The  court  was  of  opinion  that  the  evidence  wikS  . 
sufficient  to  show  a  delivery  to  Backusj  as  agent 
of  defendants,  and  atlso  decided  the  jrcmainiDg 
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points  agaiust  defendants.  The  jury  accordingly 
rendered  a  verdict  for  plaintiff  for  tlic  full  v;Uueof 
the  gold. 

HOW  FAR  IS  TIIR  NEi;Mi.KN<  K  OF  AN  INJfRKli    PAKTV 
A  »An  TO    UIS  RKCOVKUING  OAMAOKS  ]    \ 

The  rnto  governing  tliis  suhject  Wiis  tiiorouuhly 
discussed  by  judgts  Uoswoitli,  of  the  tJuperi  .>r  court 
in  May  l;\st,  in  the  case  of  Carrol  vs.  (Ac  N.  York 
and  SeieHavinRaUroad  company.  Carrol  was 
injured  by  a  collision  between  two  of  the  defend- 
ants trains,  and  this  collision  was  a  very  culpable 
one.  The  plaintiff  at  the  time  was  in  the  wst  of- 
fice department  <>f  the  baggnge  car,  whicl:,  as  he 
knew,  was  a  ranch  more  dangerous  location  than 
any  passenger  car ;  yet  his  riding  in  the  li:iggage 
car,  had  not  been  objected  to  by  the  c  induct- 
or. Had  ho  staid  in  a  i)asscnger  car  he 
•would  have  escaped  injury.  There  was  no  evi- 
dence that  any  notice  was  posted  in  the  1  Jiggage 
car  excluding  passengers  therefrom  nor  an  /notice 
prescribed  by  the  session  laws  of  1850. 

Wjis  the  defendant  s  negligence  of  such  a  nattire 
as  falls  within  the  rule  that  "  whenever  it  ippears 
that  the  plaintill's  negligence  or  wron!;ful  iict  had 
a  material  etfect  in  producuig  the  injury,  1;  e  is  not 
entitled  to  recover  1'  I 

The  court  decided  that  the  conduct  of  the  plain- 
tiff did  not  fairly  come  within  this  rule,  jind  the 
following  is  a  summary  of  J udge  Loswort! is  rea- 
soning on  the  subject. 

The  defendants  were  bound  to  exercise  t  lO  most 
scrupulous  care  to  prevent  collisions,  and  thi' plain- 
tiff was  under  no  obligation  to  select  a  sea.  in  or- 
der to  avoid  the  possible  consequences  of  t  leir  ne- 
glect of  that  duty. 

The  defendants  should  so  mn  their  trains  as  to 
avoid  collisions.,  Where  an  injury  is  inflicted  on  a 
passenger  directly  by  means  of  a  collision  which 
might  have  been  avoided,  if  the  notices  siecilied 
in  the  session  laws  of  1850  arc  not  affixed  as  pre- 
scribed by  that  act,  the  injured  party  may  recover 
even  though  he  be  in  the  baggage  car,  if  thqrc 
with  the  knowledge,  and  without  objectic  n  from 
the  conductor. 

The  only  answer  the  defendants  can  nakc  is 
"  our  gross  negligence  would  not  have  inju  eil  you 
if  you  had  been  in  a  car  set  apart  for  pasiengei-s, 
■which,  as  is  well  known  was  the  safest  placj  in  the 
event  of  a  collision."  The  injured  i>arty  ni;y  prop- 
erly reply,  "  I  owed  no  duty  to  you  requii  ing  me 
toguard  ;igainst  the  possibility  of  your  rum  ing  two 
trains  together." 

It  is  the  doctrine  of  the  case  of  Hunger  vs.  the 
Tonawanda  railroad  company — 4  Corns.  oO^and 
of  all  the  cases  cited  by  defendants  that  one  party 
cannot  recover  from  another  damages  for 
ry  when  his  own  wrong  conlrihntrdlolkcoc 
which  cmised  the  injur  if,  and  if  his  own  wiong  did 
not  contribute  to  the  occurrence  which  cai  ised  the 
injury,  the  party  occasioning  it  is  liable. 

In  Blyth  vs  Topham — Cro.  Jac.  158 — tl  c  plain- 
tifl's  marc  was  straying  in  a  common  in  wliich  she 

had  no  right  to  be,  and  full  into  a  pit  wliicli  defen- 
denthad  dug,  and  was  killed.  It  was  hM  that 
plaintiff  could  not  recover.  The  plaintiff!  i  wrong 
in  suffering  his  mare  to  go  upon  the  comn  on  con- 
tributed to  the  occurrence  which  caused  tie  inju- 
ry in  her  falling  into  the  pit. 

Similar  to  this  wjis  the  case  of  Bush  vs  JBrain- 
ard,  1  Comer,  78,   where  plaintiffs  cows  ^(raying 


unlawfully  at  large,  killed  themselves  by  <  irinking 


in  inju- 
tirrcnrc 


defendants"  maple  syrup.  The  phtintiff  Wiis  defeat- 
ed. ; 

In  Sarck  vs.  lilackburn — 1  C.  &.V. — brought  to 
recover  damages  for  b'-ing  bitten  by  a  dog,  chain- 
ed in  defondanta'  yard. — Chief  .Justice  Tindai  told 
the  jury, — "  the  case  will  turn  on  the  (luestion, 
whether  the  plaintiff  had  a  rij^ht  to  be  on  the 
spot." 

The  same  doctrine  is  sii.stained  in  the  following 
cases:  Ijlacknian  vs.  Simmons,  .0  Carr,and  P.  138. 
Howland  vs.   Vincent,  10  Met.   C71.  Cook  vs.  the  ' 
Transportation  Champ.  Co.  1  Denio  91.  j 

Judgment  for  plaiiititTwas  affu'nied  with  costs. '. 

It  'A  ill  be  perceived   that  the   principle   of  the  , 
foregoing  is  as  follows :  | 

If  a  passenger  lawfully  selects  his  seat  in  a  train  i 
of  cars,  no  itHliscretion  in  selecting  it  will  exoner-  i 
ate  the  company  from  liability  for  injuries  result- . 
ing  from  a  collision  caused  by  the  gross  negligence 
of  their  servants.  i 


BlUaiasiiipl  uud  Min^oiirl  Rallroail* 

(•n  the   27tli  day  of  May  last,  the  persons  asso- 
ciated in  the  organization  of  this   Company,  met 
at  Chicago,  Ills.,  and  the   required  amount  of  ca- ; 
pital  stock  having  been  subscribed,  the  Company 
was  duly  organized  by  an  election  of  the  follow- 1 
ing  board  of  directors,  viz. —  1 

John  A.  Dix,  of  New  York,  Prest.:  Wra.  B.  \ 
Ogden,  of  Chicago.  Vice  Pres't.;  Wm.  Walcott,  of; 
Utiea,  Jos,  E  Sliefiield,  of  New  Haven,  •  Henry  i 
Farnam,  ofChitago.  Thomas  P.  Durant,  of  New  ^ 
York,  Ebcncy.cr  Cook  of  Davenport  Directors.  I 
Azariah  C.  Flagg,  of  New  York,  Treasurer  :  Henry  } 
Farnam,  Chief  Knginecr  ;  John  E.  Henry,  of' 
Cliieago.  Secretary,  and  N.  B.  Judd,  Solicitor.        i 

After  a  complete  organization  of  the  Board,  j 
the  Directots  adjourned  to  meet  at  this  place  on  , 
the  iir.-^t  ^Monday  of  the  jircsent  month. 

The  news  of  this  organization   reached   here  in 
advance  of  the  gentlemen   belonged  to  the  Com- ' 
I)any,  and  insi)ired  us  anew  in  this  grand   under-  j 
takir.g.  1 

On  the  first  Monday  in  June,  an  informal  meet-  i 
ing  was  held  by  Messrs.  Wokoit,  Farnam,  Ogden 
and  Judd  at  this  place,  and  after  consulting  with  ' 
our  citizens,  they  visited  Muscatine  and  Iowa! 
City,  meeting'in  their  route  gentlemen  from  Cedar  ! 
and  Linn,  counties,  returning  here  Wednesday  \ 
evening  to  meet  a  mass  meeting  of  our  citizens  at ; 
the  Court  House.  I 

At  this  morning  a  proposition  was  made  to  build  [ 
the  main  trunk  of  the  Road  via  Iowa  City,  with  . 
a  branch  through  Cedar  county  up  the  valley  of  j 
Cedar  river  to  Cedar  Kapids,  in  Linn  county. 

This  being  a  new  proposition,   our  citizens  ap- 
pointed  a  committee  of  five  to  confer  with  the  i 
Directors  and  report  the   next  evening  to   an  ad- 1 
joumed  meeting.     This  proceeding  resulted  in  the 
adoption  of  the  following  arrangement :  j 

The  Stoik  holders  met  and  amended  the  charter' 
so  as  to  allow  the  building  ot  the  three  Roads  by 
the  same  company,  and  increased  the  Directors 
from  seven  to  nine.  Thereupon  the  Directors  met 
and  unanimously  elected  George  (ireen,  of  Cedar 
Rapids,  and  Thomas  M.  Isett,  of  JIuscatine  as  the 
two  additionjil  Directors. 

This  organization  was  not  completed  when  our 
paper  went  to  press  last  week,  neither  had  those 
interested  been  fully  advised  of  the  matter  in  de- 
tail, consequently  we  did  little  more  than  pubiish 
the  action  of  the  meeting  at  the  Court  House,  and 

the  propositions  pending. 

On  Wednesday  evening  of  last  week  the  com- 
mittee of  five  reported  to  a  large  and  respectable 
meeting  of  citizens  and  strangers,  that  they  had 
unanimously  ;igreed  upon  the  amended  organizati- 
on, herein  before  stated.  After  an  interesting 
interchange  of  opinions  and  good  feeling,  in 
which  Mr.  Ogden,  of  Chicago,  Mr.  Woodward,  of  | 
Muscatine,  Mr  Byington,  of  Iowa  City,  and  Judge  i 
Grantparticipated,  the  proposition  was  un.animous- 
ly  adopted.  I 


Thus,  after  years  of  bitter  local  feelings  between 
the  towns  in  Central  Iowa,  cool  heads,  stout  hearts 
and  hui'^  purses  have  accomplished  an  object  for 
vhich  they  deserve  the  hasting  gratitude  of  the 
people  of  Central  Iowa.  By  this  arrangement 
this  county  and  Johnson,  with  such  assistance  as 
they  can  get  along  the  route  hence  to  Iowa  City, 
have  to  raise  8'J-J'',<MtO  ;  .and  just  so  soon  as  itjis 
done,  the  contract  for  the  first  division  of  the  Road 
will  be  let,  and  the  work  commenced  in  thirty 
days. 

Our  citizens  have  taken  hold  of  this  work  with 
a  will  and  an  earnestness  that  augurs  a  triumphant 
success.  The  meeting  last  Saturday  evening  in 
front  of  the  Le  Claire  building,  went  oft'  right,  and 
nothing  is  rei(uired  to  insure  success  but  a  deU^- 
mination  on  the  part  of  every  one  to  "  help  out,' 
and  see  that  our  shaie  of  the  stock  is  taken  before 
they  cease  to  act. 

The  news  all  along  the  three  routes  is  cheering, 
and  the  whole  of  Centi-al  Iowa  for  the  first  time 
is  actively  at  work  in  a  common  cause.  Why 
should  they  not  \  What  iea.sou  can  any  man  give 
for  refusing  to  tiike  stock  ! 

A  little  more  than  two  years  ago  our  citizens 
were  called  ui)on  to  take  stock  in  the  Rock  Island 
and  La  Salle  Roail.  It  w.os  something  new,  and  we 
did  not  know  who  our  Eastern  friends  were,  nor  how 
far  we  could  confide  in  them,  yet  we  tried  thcni, 
and  what  has  been  the  result  \  They  have  never 
made  us  a  promise,  nor  held  out  an  inducement 
with  which  they  have  not  strictly  complied.  They 
are  pushing  that  Road  to  completion  in  advance  <)f 
their  contract  time  ;  the  stock  is  now  par,  although 
no  part  of  the  Road  has  as  yet  been  turned  over 
to  the  company. 

The  same  gentlemen  with  others  propose  to 
build  our  Roads  west,  if  we  butcomjdy  with  our 
p.nrt  of  the  undertaking.  Let  us  do  it  ;  let  us  act 
as  a  unit  in  extending  heart  and  hand  to  men  who 
have  done  so  much  for  us,  and  propose  still  further 
to  expend  their  millions  among  us,  and  for  us. — 
Daccnpari  Gaz:cllc. 

•Wood  Gaa. 

The  city  of  Wilmington,  North  CaroHna,  is  now, 
for  its  size,  the  cheapest  lighted  city  in  the  United 
States.  The  whole  apparatus,  including  mains,  gas- 
ometers, &c.,  cost  but  $18,900.  This  includes 
their  transportation,  with,  also,  the  pay  and  pas- 
sage of  workmen.  By  reference  to  Ure's  Ch«mi- 
cal  Dictionary,  a  standard  work,  it  will  be  found 
a  ton  of  coal,  or  thereabouts,  yields  about  10,000 
cubic  feet  of  g:i3.  This  is  afler  eight  hour's  dis- 
tillation from  the  best  selected  coal.  By  actual 
experiments  it  has  been  found  that  a  cord  of  wood 
will  produce  03,000  cubic  feet  of  gas.  It  will  be 
perceived  at  once  this  renders  wood  gas  much 
cheaper.  Besides,  it  is  a  well  ascertained  fact 
that  in  the  production  of  light  the  ligneous  oils  are 
as  7  to  8  superior  to  that  of  coal.  Oue  reason  that 
they  have  been  so  little  used  is,  that  they  require 
to  be  distilled  from  wood  previous  to  use;  but 
this  difllculty,  it  is  said,  has  been  obviated  by  a 
simple  and  cheap  apparatus,  invented  and  patent- 
ed by  Dr.  McConnell.  This  invention  places  the 
use  of  gas  within  the  reach  of  all  rural  villages, 
and  will  render  every  one  who  choses  to  be  so, 
independent  of  the  gas  companies,  for  by  its  means 
they  can  manufacture  their  o\vn  gas,  at  a  much 
cheaper  rate  than  it  can  now  be  supplied  by  any 
company  chaitered  within  the  United  States. — 
This  gas  has  not  the  offensive  smell  of  that  pro- 
duced by  coal,  and  can  be  passed  directly  from 
the  retort  through  the  washer  or  condenser  to  the 
gasometer  without  further  purification. 

This  discovery  promises  to  open  Ji  new  field  of 
commerce  ;  the  vast  amount  of  pine  in  Lower 
Virginia  and  North  Carolina,  now  considered  of 
no  value,  will  be  brought  into  market  for  the  pur- 
pose of  manufacturing  gas,  and  tb.e  charcoal  left 
after  destructive  distillation,  will  pay  the  whole 
expense  of  manufacturing.  Wood  can  be  purchas- 
ed in  North  Carolina,  and  delivered  at  Wilmington, 
or  in  Pamlico  Sound,  for  one  dollar  per  cord ;  the 
transportation,  &c  ,  would  not  bring  the  cost  up 
byeond  four  dollars.     Wood  at  five  dollars  per 
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cord,  yields  0'],000  cubic  feet.  An  apparatus  for 
maiiufacturiijg  wood  gas  could  1)(^  put  up  for  one- 
coal  gas. 


scvouth  the  cost  of  I  hat  fornianulaclurinj 
It  is  estimate)!  that  the  city  of  New  ^  ork  might  be 
liglitcd  for  one  dollar  per  thousand  feet,  and  yield 
a  handsome  i)rolit  to  the  manufacturers  ;  whereas 
thiscityiiow  pays  three  dollars  per  thousand. — 
Erenin^   Po.\t. 

[That  good  gas  can  be  made  from  wood  is  a  fact, 
and  one  iis  loiig  and  well  known  as  that  it  can  be 
made  from  oil,  bitumen  and  coal.  It  is  also  true 
that  a  ion  of  coal  produces  about  10,000  cubic 
feet  of  gas,  but  the  amount  which  can  be  produced 
by  a  cord  of  wood  we  do  not  know,  as  one  kind  of 
wood  will  produce  more  gas  tlian  another.  More  gas 
can  certainly  be  produced  from  resin  than  from 
wood,  and  yet  giis  can  be  made  from  coal  at  a 
less  cost  We  are  positive  that  no  it3,000  cubic: 
feet  of  good  gas  can  be  made  from  a  cord  of  wood; 
1 ,000  cubic  feet  will  be  nearer  the  mark.  AVe  have  no 
doubt  but  in  some  places  where  good  resinous,  pine 
wood  is  cheap,  gas  can  be  made  economically,  but 
if  any  of  the  other  woods  in  our  forests  is  used,  we 
believe  its  gas  will  have  to  be  washed  with  turpen- 
tine before  it  can  be  made  suitable  for  illumina- 
tion. 

We  do  not  hesitate  to  pronounce  the  statement 
respecting  '"  making  gas  from  wood  for  one  dollar 
a  thousand  cubic  feet  in  this  city,"  a  grossly  erro- 
neous allegement.  A  cord  of  dry  jjine  wood  does 
not  weigh  :2,0i)0  lbs.  (pitch  pine  1,901  lbs.)  it 
contains  4'.>.'j5  carbon,  0.41  hydrogen,  and  43.61 
oxygen.  Good  bituminous  coal  yields  74.823  car- 
bon,  0.180  hydrogen,  and  only  5.085  of  o.xygcn. 
As  oxygen  and  hydrogen  are  very  volatile,  if  they 
exist  in  a  large  proi>ortion  in  any  matter  employ- 
ed in  making  gas  in  wood,  it  is  evident  that  they 
will  quickly  pass  otf  when  the  wood  is  put  into  the 
retort  and  not  take  up  the  carbon  in  the  wood, 
which  is  essential  to  the  making  of  good  gas;  the 
product  therefore  will  be  a  poor  watery  gas  in 
conii)arison  with  that  produced  from  coal,  and  be- 
sides there  will  be  produced  a  great  quantity  of 
watery  ."icid,  and  other  matters  not  fit  for  illumin- 
ation. Light  carburetted  hydrogen,  the  gas  made 
from  coal  and  used  in  cities,  contains  no  oxygen, 
its  composition  is  CH2,  .and  it  is  the  excess  of  hy- 
drogen in  the  coal  which  takes  up  some  carbon — 
the  latter  not  being  volatile  in  itself,  but  it  is  left 
in  the  retort — and  makes  the  gas.  The  excess  of 
oxygen  in  wood — it  not  being  an  element  of  the 
illuminated  gas — renders  it  altogether  inferior  for 
making  gas  lor  cities.  A  cord  of  wood  then  can- 
not produce  as  much  gas  as  a  ton  of  bituminous 
coal,  and  therefore  it  would  be  more  expensive  to 
use  it  for  that  purpose  excepting  wbcre  it  is  very 
cheap  and  coal  dear, 

It  h;is  been  found  that  liy,  parts  of  hydrogen 
can  combine  with  as  much  carbon  as  HX)  parts  of 
oxygen  ;  in  wood  there  are  about'  10  parts  of  oxy- 
gen to  1  of  hydrogen,  while  in  coal  there  is  1  of 
hydrogen  to  .80  of  oxygen.  We  would  therefore 
exiKJct  that  one  ton  of  good  cannel  coal  would 
)>roduce  ten  times  more  good  illuminating  gas  than 
a  cord  of  wood. — ScicHliJh:  Amcrirun. 


the  present  time  exclusive  of  interest  paid  is 
8581,001,07  or  about  .^-20,000  per  mile.  The  nctt 
debt  of  the  company  is  now  jf  137,112,77,  which  is 
a  reduction  ofI$:25,G31,01  from  the  indebtedness 
at  the    time  of  the  last  report. 


ir  Re  lit. 

TOOLS  FOR 
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Linr 


Railroad  Iron. 

Tons  T  It:iil.-  oi'  -rood  (iiiiiiily.  .'i'.'  il».  to 
arrive  <luni;;.'  Jiilv.  for  s:ilu  bv 

JOll.N  It.  ilKKS 


0(1  Ho.nvor  ft. 


liexington  and    Frankfort    Rallroatl. 

The  fifth  annual  report  of  this  company,  made 
np  to  JLty  1st.  1853,  presents  the  following  ac- 
ount  of  its  operations  for  the  12  months  prcceed- 
ing  that  date. 

BECEIPTS. 


From  Passcnsrcrs . 


.i5f58^73  01 


Freights 46,608  06 

Mail 2,040  6i 


887,421 
I>educt  expenses  for  same  period —    43,250 


Leaving  as  profit 844,170  70 

Number  of  miles    run 61.944 

Receipts  per  mile  run $1,41  00 

Expenses  "       "       «'  68  82 

Ratio  per  cent,  of  expenses  to  receipts . .      48  57 

The  total  cost  of  the  road  and  eciuipments  up  to 


Notice  to  Contractors. 

PROPOSALS  for  the  Grading,  Masonry  and 
Brid^^iiig  of  portions  of  the  Girard  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Journal  Office,  New  York,  on  the  8th  of  August 
next. 

Plana.  Profiles  and  other  required  information 
will  be  furnished  at  that  time.  The  entire  length 
of  the  road  is  225  miles;  commencing  at  Girard, 
in  Russell  Countv.  on  the  west  bank  of  the  Chat- 


Macliilie  Sliop  fc 

FIXTURES    |nD   VALl  ABLl 

.  SALE.       ^! 

THE  premises  now  occui»ied  jby  Bancroft  & 

Sellers,  eiegibl J  situated  in  Kensington.  Philadel- 

!  jihia  Co.  frontii  g  the  Delaware,  and  adjoining  tJie 

!!5!S5!!S  !  extensive  Founlry  of  Messrs.    l{j;any,    Nealic  & 

;  Co.)  rae  oHercd  lor  Rent.     Posseiiion  given  on  or 

ii.«  >..►.!  to  about  1st  October,  1853.  [ 

Uie  yaM  to,  ■        .        .,  1 

1  he  Machme   siiop  is  a  three   ^tory  substantial 

brick  building,  40  by  K>  feet,  well  lighted  on  all 

sides,  and  conv<  nieutly  arranged,  >vith  olHce.  store 

room  and  ilraw|ng  room.     There  is   an  excellent 

direct  action  v<|rlical  Steam   Enj:ine  oi'lOHoi-se 

power  in  the  bu  Iding.   occupyinglbut  little  8]>acf, 

and  supidied  with  steam  from  two|30  inch  boders, 

:J0  feet  long,  situated  outside.     The   building   is 

heated  throughi  lut  w  ith  wrought  pron  steam-pijn;, 

so  arranged  as   o  use  the  exhaust  steam  from  tho 

Engine  or  live  ^team  direct  from  the  boilers. 

The  two  princii^d  rooms  Lave  ejicl  a  complete  lino 

of  shaftiDg  exte<idii)g  their  whole!  length.     In  the 

lower  room  is   ^  laige  Slide   LaiLhe,   capable  uf 


tabirchu  river,  opposite  Columbus,  Ga.,  and  run 

ning  to  Mobile,  52  miles  south  of  Girard,  is  under  I  turnini'  over  Ofijct  in,diameter,als<|  a  first  rau- plan- 
contract,  2>  miles  nearly  complete.  The  amount  ing  Machine,  capable  of  planing  \\\  object  5  feet 
of  subscription  up  to  date  is  82,760,000.  Tlie  pro-  wide  and  32  feet  long.  These  iii4chines  are  both 
bable  cost  of  the  road  is  84,000,000.  |  placed  on  subst4ntial  mason  wor|,   and  together 

That  portion  of  the  line  between  Greenville  and  \  with^the  shafting,  steam  jipe,  and  iundry  other  fix- 
Mobile  (115  miles)  will  be  placed  under  contract   tures,  will  be  jiold  at   reasonable   prices.      The 


as  soon  as  the  Mobile  subscription  of  $1 ,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President. 
GEO,  S.  RUNEY,  Chief  Engineer. 

Girard  Railroad  Office,  dtk  July,  1853. 


Lawrence  Scientific  SciiooL 
Harvard  University. 

CAMBRIDGE,  MASS. 

THE  next  term  of  this  Institution  will  open  on 
the  first  day  of  September,  1853,  and  contin- 
ue 20  weeks. 

Instruction  by  recitations,  lectures  and  practical 
exercises,  according  to  the  nature  of  the  study, 
will  be  given  in— r 

Astronomy by  Messrs 

Botany "  Prof. 

Chemistry,     Analytical     and 

Practical "     " 

Comparative     Anatomy   and 

Physiology 


Bond. 
Gray. 

Horsford. 


Ensineenng 


Mathematics " 

Mineralogy " 

Physics " 

Zoology  and  Geology " 


Wyman. 

Eustis. 

Pierce. 

Cooke. 

Levering. 

AgassiE. 

For  lurther  information  concerning  the  School, 
application  may  be  made  to  Prof.  E.  N.  Horsford, 
Dean  of  the  Faculty. 

Cambridge,  July  15, 185.31. 


Smith  Shop  is  a  Substantial,  well  Jif  hted,one  story 
brick  building,  t>0  by  t)Oleet,  c<*maiinng  5forgey, 
and  all  the  usual  appliances.  Th<jre  is  also  on  the 
premises  one  lajige  frame  setlini  up  shop :  one 
frame  ware-rootn  for  castings;  «ie  frame  stoiv 
room  for  finishejd  work,  with  room  over  for  stor- 
ing dry  lumber. !  The  yard  roonj  is  ample  and 
conveniently  arrkinged  for  Coal.  Irin  &c.  &c.. 

For  Terms  apply  to  S.  B.  Gllicfc,  17  Walnut  St. 

Phihidelphia  or.  j  i 

JO!  lEPH  GRICE  36  Water  st  1 

Im  I    New  York. 

To  Contractors.  '^ 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer  s  oiffice  of  the  Pittsburg,  Maysville, 
and  Cincinnati  Railroad,  in  MCodnellsville,  iintil 
the  20th  July,  ft*  the  Graduation  ind  Masonry  of 
the  line  of  road  (about  35  section!)  between  the 
Muskingum  river  and   the  Central! Ohio  Railroad., 

Bids  enclosing  proper  testimonials,  will  be  re- 
ceived for  the  whole  or  any  num)7<|r  of  the  above 
sections. 

Plans  and  specifications  will  be  jeady  forcxam-i 
ination  after  the  10th  of  July. 

The  division  between  the  Muskii|gum and  Hock-' 
ing  rivers  will  bo  oflTered  for  conti^ct,  as  soon  as 
the  location  is  cqmpleted.      ROB't  M'LEOD, 

j  ^^^  Engineer.     ! 

M'CoNNELLSvii.LE,  Juuc  4th,  18^3. 

Railroad  Letting. 


Notice  to  Contractors. 

FREMONT  AND  INDIANA  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  Office,  in  Fremont,  until  the  20th 
day  of  July  next,  at  noon,  for  the  Grubbing  Clear- 
ing, Grading,  Masonry,  Bridging  and  Cross  Ties 
for  said  road,  from  iremont  to  Lima  ;  sixty -six 
miles. 

The  line  will  be  divided  into  sections  of  about 
one  mile  each,  and  bids  will  be  received  for  one  or 
more,  or  the  whole. 

Propositions  for  completing  the  entire  line  ready 
for  business,  are  also  invited. 

The  Company  reserve  the  right .  to  reject  any 

and  all  pro|>osala  that  arc  uut  considered  satisfac- 
tory. 

This  road,  rtinning  through  a  populous  and  heal- 
thy country,  where  supplies  are  cheap  and  abun- 
dant, offers  unusual  inducements  to  Contract- 
ors. 

Maps,  Profiles,  Plans  and  Specifications,  will  be 
ready  for  examination  on  and  after  the  15th  day 
of  July. 

A.  BROOKS,  Chief  Engineer. 

Fremont,  0.,  June  23rd,  1853. 


KENOSHA  AMI  BLLUIT  RAILROAD. 

ON  and  after  tjte  first  day  of  August  next,  and 
until  the  15th  of  August,  inclusive,  proposals 
will  be  received,  tinder  seal,  at  th*  Office  of  the 
Kenosha  and  Beloit  Railroad  conlpany,  in  Keno- 
sha, for  the  construction  of  the  eqtire  road  from 
Kenosha  to  the  Rock  River  Union  Y alley  Railroad, 
a  distance  of  about  50  miles. 

The  proposals  may  be  made  fot"  the  grading:, 
masonry,  lies,  and  entire  construction  in  a  single 
contract — or  for  the  same  and  all  i&tras  sepjirately. 
and  in  independent  contracts  by  ditterent  individ- 
uals. They  will  likewise  be  receiv<»  for  the  above 
in  parts.  The  work  will  besides  be  divided  into 
sections  of  moderate  length,  and  proposals,  as  a- 
bove,  for  a  single  section  or  any  number  of  sec- 
tions will  be  i-ecelved. 

Profiles  and  sixcifications  may  1^  inspected  at 
the  Engineer's  Office  in  Kenosha,  01  and  between 
the  days  above  specified,  and  formj^  of  proposals 
will  be  supplied  to  all  who  desire  to  take  con- 
tracts. 

—    •  ALEX.  C.  TWINING,  Engineer, 

Engineer's  Office,  Keuosba,  Junei20th, 


•.f..' 


464 


*."   '   ,  '^  -"i.v  .-• 


'  .  .      =   ^'  nr  ;  r.;*  •"-  ;   •'-"i<  vj^-^;  ■'•>t  ^To^rv^.'^^  •.»^.'^T^'T-v 


AMISIMCAN    UAILUOAD    JOVUNAL. 


s 


%il, 250,000  Bonds  of  the  New 
Orleans,  Opeloiisais  and  Great 
Western  Railroad  Co. 

KALEIU'RiJl'oSlL^  will  It.'  reoi.'ived  until  the 
1-Jth  of  Scptemlicr  next,  at  the  ollicc  o  JIEW- 
ITT.  LEES  <fc  Co.,  in  tlio  ciiy  of  Now  Y'dk,  lor 
the  piiicLjiso  of  ll''>0  Bonds  of  (tiie  Hiutdred 
Thousand  l>olijus  each,  all  dated  1st  jiugust, 
Ifi'Jo,  aud  payable  at  tlic  oHice  of  the  coni]»aiiy  in 
the  eity  of  .New  Orleans,  as  follows,  to  wit 
2J0  BoiulaolSlOOOeacli,  on  (he  lstAii;;us 


•2'>{)    do          <lo 

do.         do 

200     do          do 

do         do 

■S>0    do          do 

do          do 

20O    do          do 

do         do 

Scaled    Bonds 

hearing  inten 

seven  per  cent 

pel 

annum   fr 

1854. 
IS-V). 
ISOG. 
1857. 
1st  Aususi  1858. 


Ist  Augiis 
1st  Auijns' 

1^5t  Angus 


at   the 
date. 


ate  of 
itcrest 


payable  sejui-annually,  at  the  ollico  of  tlu  com- 
pany iu  New  Orleans,  with  coupons  for  same  at- 
tached. Said  bunds  are  issued  by  order  of  the 
Board  of  Directors,  the  proceeds  of  which  to  be 
expended  iii  the  construilion  of  the  road 

The  New  Orleans,  (>pelou8as  and  (Jreat  \V]estciii 
Railroad  company  was  organized  1st  May  185"2. 
Its  liresent  capital,  by  act  of  Incorporat  on,  is 
SO.OOO.OUO.  Its  charter  provides  for  thu  con- 
struction of  a  trunk  railway  from  the  city  of  New 
« irleans,  westwardly,  to  some  point  on  the  boi  ndary 
between  the  States  of  Louisiana  and  Texas,  favor- 
able for  its  exteusiou  across  the  latter  State  to  the 
Pacilic  ocean. 

The  entite  line  or  Mrst  division  of  road  to  IVash- 
ington,  in  the  parish  of  St.  Landry,  173  miles  with 
a  branch  of  20  miles  in  addition,  is  now  und«  r  con- 
tract with  parties  of  the  highest  responsibility^,  and 
is  to  be  entirely  completed  by  the  lirst  day  i  f  Jan- 
uary 1855. 

The  rails  arc  already  laid  for  20  miles,  t  lid  60 
miles  will  belinished  and  in  operation  on  tlu  Jirst 
of  January  next. 

The  cost  of  the  division  to  Washington,  com- 
plete, with  eciuipmeuts,  depots,  etc.,  etc..  v  ill  be 
»:3,:io0,00O. 

The  tributaries  to  the  division  of  the  ro.id  un- 
iler  contract,  and  to  the  probable  line  of  is  ex- 
tension to  the  limits  of  the  State,  are  the  B  lyous 
Lafourche,  Terrebonne,  Black,  Teche,  Verm  Uiou, 
CourUblean,  Bu'uf,  Robert,  Rapide,  Cotile,  Red 
and  Sabiue  Rivcrsi. 

The  Parishes  traversed  by  it,  embrace  porti  )ns  of 
the  deltas  of  the  Mississippi  and  Red  Riven  i,  and 
the  magnilicent  prairies  of  the  Attakajuu  and 
OiHilousas  forming;  the  finest  planting  and  giazing 
region  of  the  South.  Besides  other  and  abu  idant 
resources,  both  for  travel  and  transportation  they 
produced  last  year  120,30'J  hhds  of  suga:  •,  and 
about,  7.580,000  gallons  of  molasses,  being  more 
than  half  of  the  entire  crop  of  the  Slate,  expert  an- 
nually about  40,000  head  of  livestock,  about  ;|00  00 
bales  of  cotton  rcahthis  terminus  by  the  pi  esent 

Uno  of 
ti. 


channels   of  commerce    tapped  by    this 
xoad,  or  grown  in  the  country  penetrated  by 


The  subscriptions  to  the  capital  Stock  )f  the 
Company  now  amount  to  the  sum  of  S4,24P,t>00, 
as  follows,  viz; 

1  ndividual  subscription 3i>l,0C  ."i.OOO 

Municipal  corporations,  payable  part  in. 

five  and  part  in  six  annual  payments,  viz 

City  of  New  Orleans $1,500,000 

Parish  of  Orleans 75,000 


Do 
Do 
Do 
Do 
Do 


St.  Mary 156,600 

St.  Martin 10:5,775 

Lafayette 3:5,400 

St.  Landrv 115.025 

Natchitoches 250,00<l 

DoSoto 1<»0,000 


I 


At  the  laNt  session  of  the  Legislature  the 
of  Louisiana  subscribed   one-tifth   of  the  X; 
stock  of  the  comi.any,   viz  :  * l,2tX).0O0,   paj 
liowever,   only  in  the  same  proportion  as 
subscribers,   consequently  the  actual  SUte 
.scription  at  this  time  is  Jr840,200,  making  oui 
.sent  availabte  »ubicription  aiuouut  to  the  at|m  oi 


The  bonds  now  ofered  for  sale  are  secured  by 
spceial  ple(li;e,  according,  to  law,  of  the  subscrip- 
tion to  th(!  capital  stock  made  by  the  city  of  New 
Orleans,  viz.  *l,250,O()0,  due  Ist  June  1854  to 
1858,  inclusive,  $250,000  per  animm  ;  and  the  in- 
terest on  said  Bonds  is  secured  by  pledge  of  un- 
matured installments  of  the  Parishes  of  Orleans, 
St.  Mary,  St.  Martin  and  Lafayette  amounting  to 
ji.;!00,2 10. 

The  Board  of  Directors  in  oll'ering  this  loan  to 
the  public,  do  so  with  full  confidence  that  the  se- 
curity ollered  is  of  the  most  undoubted  character 
No  mortgage  of  any  kind  now  exists  upon  the 
property  of  the  company,  and  the  Board  do  not 
contemplate  to  issue  any  Bonds  secured  by  mort- 
gage upon  the  Road  until  the  line  to  Washington 
is  complete  and  in  working  onler,  a  distance  of 
17:j  miles,  and  then  the  amount  of  funds  to  be 
laised  by  mortgage  will  be  but.  a  very  moderate 
amount  cuin|)aied  with  the  actual  cost  and  value 
of  the  Road,  and  will  be  cmployetl  in  its  further 
extension. 

The  subscription  of  the  City  of  New  Orleans  is 
payable  annually,  by  a  tax  levied  on  the  whole 
landed  estate  of  the  city,  authorized  not  only  by 
an  act  of  the  Legislature,  but  approved  by  the 
tax-payers,  and  declared  legal  and  constitutional 
by  the  supreme  Court  of  the  State.  The  security 
therefore,  for  the  payment  of  said  subscription, 
is  the  entire  landed  estate  of  the  City  of  New 
Orleans,  amounting  to  One  Hundred  Millions  of 
Dollars.  Payers  of  this  tax  receive  an  equal 
amount  in  the  stock  of  the  comi)any. 

For  all  further  information  in  regard  to  this 
loan,  apply  to  Messi-s  Hewitt,  Lees  &-  Co.,  New 
Vork,  or  at  the  ollice  of  the  company,  Kew  Or- 
leans. 

Bv  order  of  the  Board. 

J.  H.  OVERTON.  Pros  t. 

Nrw  (Jrkans,  June  1853. 

'4  Gardner's  Rock  Drill." 

DESIGNED  for  Tunnelling,  Quarry  use,  ainl  llock  E.xcava- 
luins  of  all  descriptions,  by  iho  use  of  wliicU  a  i-uviiig  of  60 
to  75  per  cent  is  niade, 

Aiiiiiicatioikj  for  Territorial  Ili);ht:j  and  Macliinos must  bcnuide 
to  Uie  I'ateulec.  U.  AUTUUll  GAllKNEK, 

Trinity  BuikliiigB,  broad\v;iy, 
Jutie  9,  1863.  Haw  Vork. 

AMOSKEAG  MANF'G  CO. 

MAXLFACTLKER.S  of  LOCO.MOTIVE  and  STATIO.NA- 
KV  STEA.M  ENGINES,  Boilers,  Cotton  and  Woolen  Ma- 
chinery, Toole,  Tiu-biue  Wheel;',  -Mill  Work  and  Castinjjs  of  every 
dcscrii>tion. 

MANCHESTER,  N.  H. 

O.  W.  UAYLEY,  Kgi^nt, 
WM.  AMOllY,  Treasurer,  Manchester,  N.  U. 

(iO  State  st.,  Boston,  Mass.  lyjy  U. 


CENTRAL.   RA1L.ROAD    CO. 

OF   NEW  JERSEY. 

$950,000  of  Stock. 

BY  ORDER  of  the  Board  of  Directors,  the  Fi- 
nance Committee  of  the  Central  Railroad  Co. 
of  New  Jei-sey  will  open  Books  of  Subscription  for 
the  Unissued  Stock  of  the  Company,  amounting  to 
S950,000,  at  the  Bank  of  America,  in  the  City  of 
New  York,  on  the  27th  June  instant,  and  keep  the 
same  open  one  week,  unless  the  whole  amount 
shall  be  sooner  subscribed.  This  Stock  comprises 
all  that  the  Company  are  entitled  to  issue,  and  the 
money  received  is  to  be  applied  to  the  construc- 
tion of  a  second  track,  improvements  at  Elizabeth- 
port,  and  other  preparations  imperatively  demand- 
ed by  the  connections  to  be  opened  in  another 
year.  This  mode  of  distribution  has  been  adopt- 
ed, in  preference  to  a  pro  rata  allotment,  to  en- 
large the  number  of  stockholders,  and  facilitate 
the  acquisition  of  stock  by  those  now  desirous  but 
unable  to  procure  it. 

The  Ferry,  12  miles,  from  New  York  to  Eliza- 
bethport,  and  the  Railroad,  63  miles,  from  Eliza- 
bethport  to  Easton,  Pa.,  have  been  operated  thro' 
the  entire  distance  for  nearly  a  year,  and  both  are 
(ully  equipped  for  the  present  business.  Passen- 
gers preferring  the  land  route  can  go  from  New 
York  by  the  way  of  Newark  to  ]iiliz»b«tbtpwu  and 
there  intersect  the  trains,  "   '". 


From  the  terminus  at  Easton,  the  Lehigh  Val- 
ley Railroad  is  in  .ictive  coiiree  of  construction  to 
Manch  Chunk,  46  miles,  and  will  be  opened  in  Ju- 
ly, 1854,  connecting  New  York,  winter  and  sum- 
mer, with  the  Lehigh  coal  lields,  by  a  route  of  on- 
ly 125  mik's;  the  Lehigh  road  having  only  de- 
scending or  level  grades,  and  the  Ccntr.il  Roiul  no 
grade  over  21  feet  to  the  mile.  At  Tamaqua  the 
Lehigh  road  connects  with  the'Catawissa  road,  now 
constructing,  and  to  be  completed  in  May,  1854. 
This  connects  with  the  Sunbury  and  Erie  road, 
now  under  contract  and  to  be  completed  in  two 
years.  Thus  the  year  1855  will  see  a  new  route 
of  favorable  grades  and  curves  only  402  miles  in 
length,  opening  from  New  York  to  Erie  on  Lake 
Erie. 

A  direct  and  favorable  connection  with  Pitts- 
burg and  the  Pennsylvania  Centr.il  Railroad,  can 
also  be  made  through  existing  roads  and  charters. 

From  New  Hampton,  a  point  on  the  Central 
Railroad  of  New  Jersey,  5',t  miles  from  New  York, 
the  Warren  Branch  road  in  connection  with  the 
Delaware,  Lackawanna  and  Western  road  and  the 
Oswego,  Syracuse  and  Binghamtonroad,  will  bring 
the  Lackawanna  coal  region  within  133  miles  of 
New  York,  with  gr.ides  of  only  21  feet  to  the  milo 
(except  for  a  few  miles  in  leaving  the  coal  basis  at 
Scranion),  and  give  an  unbroken  line  of  six  feet 
gauge,  310  miles  in  length,  from  New  York  to  Os- 
wego on  Lake  Ontario.  Of  this  distance,  156  miles 
are  finished  and  in  operation  ;  80  miles  are  under 
construction  and  to  be  opened  this  Fall ;  the  re- 
maining 74  miles  are  located,  contracted,  and  to 
be  completed  in  the  Fall  of  1854. 

It  may  be  interesting  to  state  that  the  Central 
Railroad  of  New  Jersey,  from  its  local  business, 
without  any  of  the  anticipated  connections,  h;is 
been  enabled  to  pay  seven  i)er  cent  on  the  cost  of 
the  several  sections  as  they  have  been  opened,  aud 
that  the  entire  road,  with  its  present  local  busi- 
ness, is  now  paying  dividends  at  that  rate. 

At  the  close  of  the  fiscal  year,  April  1,  1853,  the 
financial  condition  of  the  company  w;i3  as  follows  : 

Capital  stock 81,034,700  00 

Mortgage  bonds,  7  per  cent 1,500,000  00 

Other  bonds,  6  per  cent 113,000  00 

Bills  payable  and  balance  due 240,022  04 

Balance  of  earnings  over  dividend..  1,006  85 


~     .  V.    $2,897,728  89 

This  was  represented  by  the  following  property  : 

Railroad,  average  $37,800  per  mile.  $2,379,886  64 

Ferry  interest  and  boats 140,900  00 

Station  houses,  shops,  etc 78,000  00 

Land  at  Elizabethport 65,016  77 

Equipment 218,504  64 

Materials,  wood,  coiil,  cash,  etc ....        26,420  84 


j.;     $2,897,728  89 

Pull  statements  of  the  condition  of  the  compa- 
ny can  be  obtained  at  the  office,  5  Wall  street, 
where  those  desirous  to  examine  the  road  with 
reference  to  investment  can  procure  tickets  for  the 
trip. 

The  Finance  Committee  call  the  attention  of 
capitalists  with  the  greatest  confidence  to  the  pre- 
sent position  and  future  prospects  of  the  road,  be- 
lieving that  no  road  in  this  vicinity  presents  great- 
er inducements  for  investment.  They  reserve  the 
right  to  reject  or  reduce  subscriptions,  if  the  whole 
amount  subscribed  should  exeed  the  amount  to  be 
issued. 

Ten  per  cent  will  be  required  to  be  paid  on  al- 
lotment of  the  stock,  and  the  remainder  in  instal- 
ments of  ten  per  cent  every  sixty  days  on  notice, 
as  required.  Interest  at  the  rate  of  seven  per  cent 
will  be  allowed  till  the  instalments  have  all  been 
called.  If  the  dividends  on  the  full  stock  are  at 
a  higher  rate,  the  dilTerence  will  bo  made  good  to 
thh  scrip  Stockholders  when  their  stock  is  filled 
up. 

Dated  New  York,  June  17,  1853. 
JOHN  T.  JOHNSTON,  . 
JOHN  C.  GREEN,  /      Finance 

WILLIAM  E.  DODGE,       (  Committee.    . 
WILLUM  S.  WETMORE, '     >     ' -i' - •  •■ 
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Mobile  and  Ohio  Railroad. 

This  company  having  for  several  years  past 
been  quietly,  but  vigorously,  pushing  forward  the 
construction  of  their  great  work,  and  having  now 
reached  a  point  in  its  progress,  in  which  it  be- 
comes necessary  for  them  to  make  contracts  for 
superstructure  and  equipment,  (the  means  for 
which  they  propose  to  raise  by  an  issue  of  their 
securities,)  we  take  this  occasion  to  give  a  brief 
description  of  the  route  of  the  above  road,  audits 
connections,  together  with  a  statement  of  its  fi- 
nancial condition  and  prospective  income. 

The  main  line  of  the  Mobile  and  Ohio  railroad 
extends  from  the  city  of  Mobile  to  the  Ohio  river 
at  its  point  of  junction  with  the  Mississippi,  a  dis- 
tance of  494  miles.  In  addition  the  company  pro- 
pose to  construct  Branch  roads  as  follows : 


Columbus,  Miss.,  Branch 12  miles.  Paducah  road,  n  )\\  in  progrc-ss,  ax  d  througl 

Columbus,  Ky.,        "       5     '  ..---. 

Tennessee  River       "       23     ' 

Add  main  line 494     ' 


Total  length  of  road  to  be  built 534  miles. 

In  addition  a  branch  is  to  be  constructed  from 
the  main  trunk  to  Paducah,  an  important,  town  on 
the  Ohio,  near  the  outlet  of  the  Tennessi-e  river. 
This  branch  is  to  be  built  by  an  independent  com- 
pany aud  is  already  under  contract, — with  sufficient 
means  provided  for  construction — to  be  graded  by 
the  first  day  of  November  1854. 

The  line  of  this  road  enters  the  State  of  Missis- 
sippi some  seventy  miles  after  leaving  Mobile, 
when  it  takes  a  pretty  direct  northerly  course, 
following  generally,  the  ridge  or  the  table  land,  «li- 
viding  the  waters  flowing  into  the  Mississippi  on  tlie 
one  hand,  andthc  Bigbee  and  Tennessee  Rivers  on 
the  other.  The  route  adopted  is  not  only  the  most 
favorable  for  cheap  construction  but  is  furthest 
removed  from  the  competition  of  navigable  waters. 
At  the  same  time  it  traverses  what  are  acknowledg- 
ed to  be  the  most  fertile  portions  of  Mississippi, 
Tennessee  and  Kentucky.  .  '  i     ] 

The  connections  that  this  will  form  with  other 
roads  will  be  of  the  most  favorable  character. — 
About  150  miles  from  Mobile  it  will  cross  the  line 

of  the  Southern  railroad,  now  in  operation  to  Bran-  tributions  of  tlie  tountr}\ 
don,  and  in  progress  to  the  east  line  of  the  State. 
Farther  north  it  will  intersect  with  the  New  Or- 
leans, Jackson  and  Great  Northern  railroad.  In 
the  Northern  part  of  the  State  of  Mississippi  it 
will  cross  the  Memphis  and  Charleston  road,  which 
is  now  rapidly  advancing  toward  compleiion,  aud 
near  the  State  line,  with  a  road  to  Nashville, 
the  capital  of  Tennessee.  At  or  near  Jabkson 
in  Tennessee,  it  will  intersect  with  the  Mem- 
phis Branch  of  the  Louisville  and  Nashville^  road 
now  in  progress,  and  near  the  north  line  of  Tenn- 
essee with  the  Paducah  Branch,  already  describ- 
ed. At  the  mouth  of  the  Ohio,  it  will  form  a  junc- 
tion with  the  Illinois  Central  road,  the  construc- 
tion of  which  is  now  making  rapid  progress.  The 
Central  and  the  Mobile  and  Ohio  roads  are,  in  fact, 
complements  of  one  line  connecting  the  Gulf,  and 
the  great  Lakes,  and,  commercially,  constitute  oiie 
line.  The  Paducah  Branch  will  bring  the  Mobile 
and  Ohio  io  connection  with  the  Viucenoes  and 


Vol..  XXVI. 


the 
latter,  with  the  railroad  systemsj  )(  Indiana  ;md 
Ohio.  By  the  ti  lie  of  the  openinglof  the  Mobile 
and  Ohio  road,  ii  will  \nierseci  coiipklcd  lines  of 
road,  reaching  td  the  most  remote jiiortions  of  the 
country.  1 

Although  this  tompany  have  neter  been  before 
the  public  for  mt^mi/,  they  have  foj-  several  years 
past  been  prosecjiting  their  work  wftth  unremitting 
energy  and  zeal.  \  The  parties  liav|njr  it  in  charge  ; 
felt  at  the  outset!  that  a  work  of  slich  magnitude 
could  be  succeifuily  accomplishH  only  by  re- 
ceiving the  lieartjy  co-operation  of  j,lie  entire  com- 
munity immediately  to  be  benefltted  by  it.  It 
was  seen,  too,  thit  a  large  sum  wojild  have  to  be 
raised  by  the  ude  of  the  craiits  ai  the  company, 
after  taxing  the  iibility  of  the  stociholders  to  the 
utmost.  The  diiiectors  therefore  felt  the  necessity 
of  securing  for  tlieir  proposed  loaji  all  the  guar- 
antees of  safety  rtciuired  by  capitalists  in  similar 
cases,  and  upon  Ooming  before  thejbublic  they  de- 
termined to  show*  tliat  ample  proH^ion  had  beeu 
made  for  the  graduation  and  masonry,  by  local 
contributions.  Such  is  now  the  caslk  up<»n  the  en- 
tire line  from  Mobile  to  Paducah,  Hhich  is  regard- 
ed as  the  more  imporUnt  terminu^  on  the  Ohio. 
The  whole  line  is  now  under  conlrafct,  and  is  being 
carried  rapidly  forward,  entirely  byj  the  local  con- 

The  amount  of  stock 
subscribed,  embracing  $400,000  inj  the  Paducah 
Branch,  amounts  to  85,052,300.  ^This  is  being 
rapidly  paid  in  and  expended,  audi  will  soon  be- 
come  a  substantial  basis  for  the  ptc^osed  loan. 

We  have  alwajis  insisted  upon  the  necessity  of 
a  strong  local  stock  subscription  \o  every  road 
coming  before  thi  market  for  moijey.  fhe  rea- 
sons for  such  a  ccturse  are  obvious,  j  The  ability  of 
a  community  to  tnake  them,  is  tlie  only  proper 
test  of  their  ability  to  furnish  a  suffcitnt  amount 
of  business  to  sustain  the  road  whc^  built.  The 
purchasers  of  boqds  should  ah\  ay^  look  upon  a 
large  iMmafid^  dojiestic  stock  subs(^ii)tion,  as  the 
best  guaranty  of  sjafety  they  can  hate.  It  proves 
the  existence  of  ainumerous  and  wealthy  popula- 
tion to  support  tht  road  when  cons^uctcd.  It  is 
anevidence  thatiathejudgment  of  tUose having  the 
best  opportmiitics!  for  forming  a  correct  opinion 
that  the  road  viWtpay.     It  shows  tljat   it  has  the 


favor  and  good  wi  1  of  those  who  arc 


to  support  itj 
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a'lU  wiieu  iliu  punks  who  liave  it  in  cl)Hr|:e  havf 
embarked  a  large  amount  of  their  means  ir  it,  they 
will  t;ike  goo  i  care  that  their  own  propert  y  be  not 
wasted. 

When,  on  the  other  hand,  a  road  i.-  buill  by  the 
credit  of  a  state  or  city,  the  purch;isers  of  ita  secu- 
rities, possess  only  in  a  slight  degree,  the  guaran- 
tees enumerated.  Neither  cities  nor  st.itus  were 
organized  for  the  purpose  of  engiiging  in,  nor  are 
they  com|)etent  to  conduct  rommcrciaL  ent;rpri.ses. 
When  they  are  undertaken  by  such  boc  io8,  tin 
piibUr  feelhiU  little  interest  in  the  result,  aid  those 
who  have  them  in  cliarge,  are  more  intent  iomakc 
money  out  of  their  positions  than  to  see  (liat  tlie 
works  arc  eeonomieally  built,  and  well  managed. 
Railroads  are  commercial  enterprises,  and  the  se 
curities  of  those  companies  only  can  besaRly  dealt 
in,  that  are  managed  .strictly  in  conformi  y  with 
the  principles  that  govern  commercial  i  ransac- 
tions.  A  correct  banker  may  discount  accommo 
dation  paper,  but  it  is  only  when  his  gooc  nature 
gets  the  better  of  his  judgment.  Such  paj  er  may 
be  good,  but  the  ruk  is'  against  it.  So  a  :ailroad 
built  entirely  upon  accommodation  paper  furnished 
by  corporations,  may  turn  out  well,  but  exjerlence 
shows  that  such  is  seldom  the  result. 

Our  conviction  is  that  the  Mobile  and  Oh  o  Com- 
pany are  entitled  to  the  credit  that  they  ask. 
They  show  a  domestic  stock  subscription  or  about 
$5,000,000,  which  sura  is  being  rapidly  expended 
in  construction.  This  sum  will  be  lost  to  the 
Stockholders,  unless  the  work  in  which  it  is  in- 
vested be  judiciously  managed.  Upon  this  sum 
and  upon  the  additional  security  of  about  1,200, 
000  acres  of  land,  (to  which  subject  w;  sha.l 
subsequently  allude)  the  Company  now  |)ro  jose  to 
borrow  the  sum  of  $6,000,000  to  be  expenJed  in 
the  items  of  iron  and  equipment ;  so  that  th;  Com- 
pany will  be  able  to  offer  nearly  two  dollars,,  as 
security  for  every  one  they  wish  to  borrow,  which 
exceeds  in  fact,  the  amount  of  securily  of- 
fered by  the  average  of  our  Railroad  C  ompa- 
nies. 

In  addition  to  the  security  oftered  by  the  Stock 
subscriptions,  are  the  lands  recently  grani  ed  to 
this  road,  in  connection  with  the  grant  made  to 
the  Illinois  Central. 

The  fee  of  these  lands  have  been  vested 
company,  by  the  States  of  Alabama  and  Miss 
They  amount  to  1,150,000  acrts,  have  been 
ed  by  the  company,  and  are  within  15  miles 
road.  As  a  considerable  patron  of  these  la  ids  lie 
within  six  miles  of  the  road,  and  as  it  is  the  in- 
tention of  the  company  not  to  sell  them  till 
its  opening,  it  is  certainly  a  low  estimate  tc(  place 
their  value  at  $3  per  acre  at  this  rate  th  jy  are 
•worth  $3,450,000.  Adding  this  sum  to  the  vslue  of 
stock  subscription,  and  the  security  for  the  pro- 
posed loan  will  be  raised  to  $8,500,000.  Fron  this 
to  the  portion  of  the  road  lying  in  Tennessee,  I'hat 
sura  however  is  to  be  deducted  the  stock  subs<iiibe  1 
Stale  has  this  appropriated  $8000  per  mile  to  the 
portion  of  the  line  within  her  terreiory  anl  will 
take  a  first  mortage  upon  it.  But  as  addijlional 
subscriptions  are  to  be  made  to  the  stock  ki'  the 
company  particularly  in  Kentucky,  it  is  estiin:ued 
that  the  capital  stock  subscrioed  out,  of  Tennessee, 
■will  at  least  equal  $4,500,000,  which  sum,  with  the 
lauds,  will  give  $8,(X)0,000  as  security  for  a  li^an  of 
$6,000,000  ;  and  as  the  proceeds  of  the  last  suhi  are 
included  in  the  mortgage,  $14,000,000,  as  secjurity 
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lor  the  loan,  or  marly  two  and  a  half  dollars  fur 
every  one  sought  to  be  borrowed. 

We  understand  that  it  is  the  intention  of  the 
company  to  set  apart  an  amount  of  the  proceeds 
of  tlie  first  sale  of  lands  as  a  sinking  fund,  which 
shall  be  sufficient,  with  the  accruing  interest  to 
I  redeem  the  bonds  now  proposed  to  be  issued,  at 
maturity. 

Having  brielly  described  the  route  of  the  above 
road,  and  i,'iven  in  general  items  its  financial  con- 
dition, we  will  devote  a  few  words  to  its  business 
capacities  and  i)rospccts. 

As  bilbrc  stated,  the  route  of  this  road  traver- 
ses the  most  fertile  portions  of  Mississippi,  Ten- 
nessee and  Kentucky,  and  for  the  greater  part  of 
its  length  a  country  well  tilled  with  an  active  and 
thrifty  population.  The  road,  as  a  general  thine 
is  so  far  removed  from  the  conqK'tition  of  naviga- 
ble rivers,  and  of  rival  roads,  that  it  must  become 
the  carrier  of  the  products  of  an  extensive  belt  ot 
country  upon  cither  side  of  its  line.  This  belt  is 
well  known  to  be  one  of  the  largest  cotton  produc- 
trt^>^  sections  of  the  south,  nearly  the  whole  popu- 
lation being  devoted  to  the  cultivation  of  this  sta- 
ple. The  proiluction  of  this  article  upon  the  route  ol 
this  road,  is  not  only  immense,  but  the  whole  of  ii 
is  exported,  and  will  be  forwarded  over  the  above 
road,  when  constructed.  Owing  to  an  ab.sence  ol 
a  viiriilij  of  industrial  i)ursuits  in  the  southern 
slates,  nearly  their  entire  product  is  exported.  As 
a  necessary  consequence,  an  equal  amount,  eithei 
in  bulk  or  value  is  imported,  to  supply  the  variou.- 
wants  of  the  population.  The  aggregate  amount 
of  transportation  therefore,  thrown  upon  soulhen, 
railroads,  very  nearly  equals  twice  the  amount  ot 
the  products  of  the  country  they  traverse.  TJiis 
is  one  of  the  principal  causes  of  the  large  revenu^•^ 
of  southern  roads.  The  article  of  cotton  too,  fron 
its  great  comparative  value,  cau  afford  to  pay  a 
high  freight,  in  the  northern  states,  railroad 
may  bear  a  much  less  intimate  relation  to  the  in- 
temal  commerce  of  the  country  than  in  the  south- 
ern. In  the  former,  from  a  greater  division  of  la 
bor,  a  given  community  produce  nearly  every  arti- 
cle that  enters  into  consumption,  which  are  distri 
buted  to  the  consumers  without  the  intcrventioi 
of  a  railroad. 

The  Mobile  and  Ohio  road  will  constitute  th( 
outlet  of  a  very  large  extent  of  country  from  tin 
absence  of  navigable  rivers  and  rival  roads,  an(i 
by  a  much  shorter  route  to  tide  water  than  am 
other  proposed.  By  carrying  the  road  some  \L 
miles  down  the  bay,  as  is  proposed  to  be  done,  j. 
depth  of  water  of  21  feet  at  low  tide  will  be  reach 
ed,  sufficient  to  float  the  largest  class  of  mercham 
vessels,  entirely  obviating  the  great  drawback  tc 
the  present  prosperity  both  of  Mobile  and  Nev 
Orleans, — the  difficulty  of  reaching  them  by  largt 
ships. 

The  line  of  the  road  with  its  northern  connect- 
ions extending   to  the  Lake,  will    coincide   witl, 
what  may  be  termed  the  natural  routes  of  com 
merce,  which  are  at  right  angles  with  the  paral 
lels  of  latitude.     A  road  extending  from  the   Qui 
of  Mexico  to  the  Lakes  traverses  a  belt  of  countr; 
in  which  is  found  every  variety  of  product  belonji 
ing  to  the  tropics  and  high  northern  latitudes ;   th 
sugar,  rice  .and  cotton  ot  the  one,   and  the  fruit 
and  cereals  of  the  other.     Such  is  the  range  o 
human  wants  that  all  these  articles  are  regarded 
as  indispensible  in  the  doraestic  economy  of  tht 


humblest  citizen.  Such  a  road  as  the  Mobile  and 
Ohio  will  serve  as  the  direct  medium  of  distribu- 
tion of  every  variety  of  article  that  goes  into 
consumption,  and  for  this  reason  posesses  a  decided 
advantage  over  a  road  foll()wing  a  parallel  of  lati- 
lutk,  which  traverses  a  country  where  all  the  pro- 
ducts are  idcnlicaJ.  | 

We  believe,  for  the  reasons  stated,  the  securi- 
ties of  the  Mobile  and  Ohio  railroad  company  to 
offer  an  attractive  investment  for  capital.  Ilsp.ost 
management,  which  has  been  such  as  cannot  fail 
to  commend  itself  to  the  most  fastidious  purchaser 
of  railroad  bonds,  is  a  good  guarantee  for  the  fu- 
ture. The  basis  offered  for  the  proposed  loan  is 
ample.  The  route  of  the  road  is  commercially 
strong.  The  road  will  be  built  at  a  cost  not  ex- 
ceeding $20,000  per  mile.  Nothing  will  be  lost  to 
the  stockholders  in  the  shape  of  large  bonuses,  to 
contractors.  The  securities  offered  have  every 
practicabegLiarantee  for  their  safety,  and  will,  we 
have  no  doubt,  meet  with  a  ready  sale  when  offer- 
ed to  the  public. 

Pcnuaylvania. 

Pittsburg  and  Conncltsvillc Railroad . — The  Pitts- 
burg G.tzette  states  that  at  a  meeting  of  the  board 
of  directors  of  this  company  held  in  that  city  on 
Wednesday,  Oliver  W.  Barnes,  Esq.,  was  elected 
Chief  engineer  of  the  road.    The  G.izette  adds — 

Mr.  Barnes  has  been  a  most  efficient  member  of 
the  able  corps  of  engineers  on  the  Pennsylvania 
lailroad  since  its  organization,  and  has  for  some 
years  held  the  highly  responsible  position  of  resi- 
lent  engineer  on  the  western  division.  He  br'ngs 
to  the  importiint  position  to  which  he  h,as  been 
chosen,  a  ripe  experience,  excellent  abilities,  and 
most  popular  and  agreeable  manners.  His  selec- 
Lion  gives  great  satisfaction  in  this  community. 

Mr.  Barnes  will  organize  an  efficient  corps  of 
engineers  without  delay  who  will  take  the  field  as 
soon  as  possible,  and  pre|)are  the  road  for  contrac- 
tors at  the  earliest  possible  moment.  Several  jjar- 
lies  will  be  sent  into  the  field,  to  hasten  the  work 
ivs  greatly  as  ])ossible. 

Virginia. 

The  new  Board  of  Public  Works  of  Virginia, 
composed  of  Edw.ird  J.  Armstrong,  from  the 
northern,  Archibald  Graham,  from  the  central,  and 
Fhomas  J.  Boyd,  from  the  southern  section  of  the 
State,  organized  at  Richmond  on  the  4th  inst. 
Vrchibald  Graham  w.as  chosen  President,  and 
>¥illiam  R.  Drinkard  Secretary.  The  term  of 
service  prescribed  by  the  constitution  for  the 
nembers  is  six  years ;  but  the  members  first  elect- 
'd  are  to  serve  respectively  two,  four,  and  six 
years,  to  be  determined  by  lot,  the  di  awing  for 
these  terms  of  service  resulted  as  follows  ;  Archi- 
l)ald  Graham,  two  years,  Edward  J.  Armstrong, 
four  years,  Thomas  J.  Boyd,  six  years. 

Cleveland,  JleUlna  au<t  Tuscarawaa    Rail- 
road. 

The  Norwalk  Experiment  says  :  "  At  the  stock- 
holder's meeting  of  the  Toledo,  Norwalk  and  Cleve- 
land Railroad  company,  held  in  this  place  on 
Thursday  last,  it  was  decided  to  lend  their  credit 
to  the  Cleveland,  Medina  and  Tuscarawas  Rail- 
road, in  the  way  of  indemnifying  the  payment  of 
interest  upon   $100,000  of  their   first  mortgage 

)onds,  to  enable  said  company   to  procure   iron. 

This  road;  it  will  be  recollected  connects  with  the 
Cleveland,  Nerwalk  and  Toledo  Road  at  Grafton, 
and  cannot  fail  to  prove  an  important  auxiliary. 
The  Cleveland  and  Columbus  company  endorses 
A  similar  amount  of  bonds." 


AMERICAN    RAILROAD    JOttRNAt. 


1 


407 


* 


Speclllcatlou  of  Ne^v  York  and  Krie  Eu- 
gtnea. 

As  an  example  of  the  best  constructed  engines 
upon  the  Erie  road,  we  present  the  following  spe- 
cification of  the  standard  passenger  engines,  Nos. 
100  to  105,  inclusive.  Nos.  106  to  111  are  also 
the  same,  with  the  exception  of  the  diameter  of 
driving  wheels  and  trucks,  and  the  depth  of  fur- 
nace. 

The  engines  of  thi.s  class  have  not  received  as 
liberal  allowances  of  heating  surface,  flue  opening 
and  steam  room,  as  some  of  the  earlierengines,  the 
deficiency  being  evident  in  their  performance,  but 
for  excellence  of  materials,  and  thorough,  accu- 
rate and  durable  construction,  we  question  if  they 


pipes  have  three  sets  of  spare  composition  nozzles, 
IJg,  2,  and 2'8  inches  diameter. 

Cast  iron  boiler  front,  and  hinged  cast  iron 
door. 

Two  safety  valves,  of  two  and  a  half  inches  di- 
ameter. 

Whistle  of  six  inches  diameter,  and  bell  of  120 
pounds. 

Pine  lagging  of  three  fourths  inch  thickness  cov- 
ered with  Russia  iron.  Gauge  cocks,  frost  and 
blow-ofl  cocks,  mud  liole  plugs,  aiul  Ashcrofis  fu- 
sible safety-plug,  in  all  the  boilers. 

CYLINDERS.  i 

Seventeen  inch  bore,  Um^  enough  for  20  'inch 
stroke,  which  is  28^4  inch  between   ground  faces. 


jwdestals  hajre  keys  on  both  ideS  of  the  bearings 
which  they  !  upport,  for  tlie  purpose  of  taking  up 
the  wear  of  he  driving  boxes  against  the  iH.'detstals. 
Cast  iron  th  mbles  and  truss  j-ods  between  back 
and  forward  pedestals.  A  br»ce  of  flat  iron  ex- 
tends from  forward  jaw  to  cylinder,  as  already 
noticed.  A  <  iagonal  brace  extends  from  each  l>iick 
pedestal  up  to  foot  plate. 

The  boilef  braces  are  rivcicd  to  boiler 


are  surpassed  by  any  other  engines  upon  the  road  ,  Cylinders  are  7-8th  inch   thick;  covers   \}^  inch 

thick.  The  two  cylinders  are  37)4  inches  from 
center  to  center.  From  back  cylinder  face  to  cen- 
ter of  crank-axle  is  9  feet  4i  inches.  Cylinders  are 
secured  by  a  stout  flange  resting  on  the  upper  side 
of  frame,  and  by  a  wide  curved  flange  to  under 
side  of  smoke  box.  They  are  also  secured  firmly 
together,  while  a  stout  flat  brace  comes  from  each 
forward  driving  axle  jaw,  and  passes  through  a 
lug  cast  on  cylinder,  having  a  nut  and  flat  key  on 
each  side  of  same.  Valve  faces  are  inclined  out 
wards  at  an  angle  of  45°.     Steam  ports  14  inches. 


or  by  any  large  number  in  the  country.  They 
have  cast  iron  pumps  where  brass  is  now  much 
used,  and  have  cast  iron  instead  of  wrought  iron 
rocker  shafts,  but  with  these  exceptions  they  are 
constructed  with  every  reference  to  the  highest 
standard  of  workmanship. 

These  engines  were  built  in  the  season  of  1851, 
by  Rogers,  Ketchum  and  Grosvenor,  of  Paterson, 
New  Jersey. 

.  GENERAL  ARRANGEMENT. 

Horizontal  cylinders,  and  double  cranks ;  four 


angle-iron   graces,     which  cftnncct 


driving  wheels  and  four  trucks,  shifting  link  mo-  j  by  1%  inches.  Exhaust  port  14  inches,  by  two 
t ion  for  working  valves ;  steam  chests  outside  of  inches.  Steam  enters  steam  chest,  through  a  port 
smoke  box,  framing  inside  of  driving  wheels.  |  cast  over  induction  port,  and  opening  on  face  of 

BOILER.  I  cylinder.     Composition  main  valve,  with  ll-16ths 

Waist  of  boiler  is  fof  one-fourth  inch  Bowling '  outside  and  no  inside  lap.  Valve  is  encircled  by 
plates  ;  is  44  J  inches  in  diameter,  outside  of  main  '  a  wrought  iron  hoop  into  which  the  valve  stem  is 
courae,  next  firebox,  and  43  inches  at  smoke-box  '  tapped,  and  into  which  is  also  tapped  agruide  epin- 
end.  Outside  firebox  is  square,  and  of  the  "wag- ,  die  coming  through  forward  endof  chcstand  work- 
on- top"  shape,  and  is  of  No.  3 — or  rather  strong  ^^  ;  ing  in  a  brass  sheath.  Bolts  to  secure  cover  of 
inch — iron.  Furnace  of  one-fourth  inch  iron.  Iron  j  chest  pass  down  inside  of  chest  so  .as  to  shpw  a 
tube  sheets  at  each  end,  three-eighths  inch  thick. '  plain  surface  outside.  Bridge  between  ports  is  1 
The  seams  joining  the  firebox  to  the  waist  of  boil-  inch  thick.     Valve  Sf^  inches  long,  and  has  cavity 


the 

the  fire-box 
with  the  frime,  are  held  to  the  frame  by  long 
straps  reach  ing  over  them  and  bolted  down  at  the 
ends,  and  also  at  the  middle,  caving  oblong  holes 
in  the  angle  iron  where  the  bcjts  pass  throu^A.' — 
An  allowanje  is  made,  lengthwise,  Iw-tween  the 
angle-irons  and  the  straps  which  confine  them,  of 
;;-16  inch.  The  screws  whiclil  secure  tlie  expan- 
sion braces  to  fire-box  jj.iss  through  the  water 
space  and  a  "e  riveted  insiile  if  furnace.  Before 
being  enten  d  in  the  inside  s  icet  lliey  have  con- 
cave-faced nuts  started  upon  (horn,  and  a  ]>acking 
of  canvas  and  red  lead,  which  arc  screwed  tightly 
against  the  nner  side  of  ontei  sheet.  These  stay 
bolts  have  square  heads  wher:  they  pass  through 
the  angle-iron  braces,  and  haie  finished  nuts  aud 
washers  on  their  outer  ends.  | 

There  are  diagonal  braces  (  f  round  iron  at  each 
end  of  boile  •,  and  tbur  flat  biaces  connecting  the 
waist  of  the  boiler  with  the  Irame.  The.se,  with 
the  expansion  braces,  equalizpg  levers  and  spring 
straps  arc  a  1  finished  to  a  smpoth  surface. 

There  is  it  deep  cross-girt  o  'wrought  iron,  sup- 
porting slid  ss  and  rockcr-sh  ids.  It  is '^  inch 
thick  and  is  secured  at  each  tnd  to  the  fiame,  and 
at  the  cent€  r  to  the  tmder  sit  e  of  waist  of  boiler. 
It  is  cut  ou|  to  allow  the  com  ecting  rods  to  work 


of  4  inches  in  width. 

Steam  chests  have  each  a  double  cock  oil  cup 
and  there  is  also  an  oil  cup  in  center  of  fornrard 


ma 


er  are  double  riveted.  '- 

Two  round  stay-rods  pass  from  each  stay  bar,  on 
crown  sheet  to  outer  shell  of  firebox.     Stay-bars 

and  longitudinal  stay-rods,  of  usual  number  and  |  cover  of  each  cylinder, 
strength.  Grate  47  inches  long,  by  47,' .j  inches  Pistons  have  one  outside  composition  ring  with 
wide,  and  for  engines  100  to  105,  inclusive,  hav-  i  two  circumferential  grooves,  filled  with  Babbitt 
ing  6  feet  driving  wheels,  is  53  inches  from  crown  |  metal,  and  one  inside  ring  of  wrought  iron.  Out- 
sheet.  Cast  iron  grates  closed  up  for  six  inches  of  I  side  ring  i."  cut  open  obliquely  at  one  place,  and  has 
their  length  at  their  forward  ends.  152,  No.  13, '  a  small  wrought  iron  flap  on  each  edge  to  prevent 
copper  tubes,  1  13-16  inches  diameter  outside  of  1  leakage  of  steam  at  the  i)oint  of  division. 
smoke-box  ends,  and  1  11-16  inches  outside  diam- 1  Glands  of  piston  rod  and  valve  steam  stnlling 
eter,  at  fire-box  ends  of  same.  These  are  11  teet  i  boxes  are  of  cast  irou  lined  with  a  tight  composi- 
1  inch  long  between  tube  sheets,  and  are  tighten-  \  tion  bushing. 


through  it. 


ed  at  firebox  ends  by  cast  iron  thimbles,  of  1}^ 
inch  inside  diameter.     ..•; 

Low  wrought  iron  dome  over  fire-box,  closed  by 
a  cast  iron  cap. 

Lap  welded  iron  steam  pipe  of  six  inches  outside 
diameter,  and  one  eighth  inch  thickness,  (the  pres- 
sure outside  and  inside  of  pipe  being  always  equal) 
runs  the  entire  length  of  boiler.  Three  longitudi- 
nal rows  of  slots  or  steam  passages  on  upper  side 
of  pipe,  commencing  24  inches  from  each  end  of 
pipe,  being  3i  inches  long  each,  and  three  eighths 
inch  apart.  One-third  of  their  number  towards 
fire-box  are  one-fourth  inch  wide,  the  miWle  por- 
tion are  6-16  inch,  and  those  next  the  smoke-box 
are  %  inch  wide.  Throttle  valve  in  a  cast-iron 
chest  within  smoke-box.  Joints  of  main  steam- 
pipe,  branch  and  blast  pipes  are  ground  turning 
joints,  made  with  a  composition  ring  on  a  cast- iron 


The  casting  for  the  truck  pintal  is  attached  to 
both  cylindejs  by  bolts,  and  forms  the  connection 
between  the  cylinders.  11 

FRAME.  '       ' 

Is  flat,  4  by  2  inches.  The  portion  back  of  off"- 
set  in  forward  jaw  is  4  J  inches  wide.  At  back 
end  and  as  far  forward  as  oftset  the  frame  is  55 i 
inches  apart  in  the  clear  ;  forward  of  ofiset  it  is 
56i  inches  apart.  Top  of  back  division  of  fVame 
Is  12  inches  above  the  horizon  .al  axis  of  cylinders ; 
immediately  in  front  of  the  forward  jaws  it  drops 
74  inches,  or  to  4  J  inches  above  horizontal  axis 
of  cylinders,  and  continues  at  that  level  to  for- 
ward end.  Connection  of  b  ack  end  of  frame  is 
made  by  a  heavy  foot  plate  of  forged  iron.  At 
forward  end  by  an  oak  hunter  beam.  Pedestals 
for  crank  axles  are  forged  at  the  Bowling  works 
in  England,  and  are  welded  to  the   bars  forming 


surface.    Branch  pipes  5|  laches  diameter.  Blast  the  frame.    Back  pedestals  are  of  cast  iron.  Both 


Outside  rkilof  3  in.  angle^Ifon  curved  over  dri- 
ving wheclf'  and  continued  tojforward  end,  at  the 
same  level  Jis  inside  frame.  '!!  I 

>^HeELS,  AXLES  AN*  SPRINGS. 

The  driving  wheels  are  six  feet  in  diameter  on 
tread.  Fot  r  Bowling  tires,  jail  with  flanges,  and 
1 'g  inches  ihick;  shrunk  ?4tls  inch  in  their  inner 
circumfereiice,  and  secured  ib  addition  by  eight 
rivets  passing  through  rim  djf  wheel  and  tire. — 
Counterbal:  nces  for  the  driving  wheels  are  bolted 
in,  crank  pi  [is  are  forged  in  Etigland  from  Bowling 
iron.  •   - 

There  an  four  truck  wheclf  of  36  in.  diameter. 
These  arc  spoke  wheels  witi  chilled  rims,  and 
have  their  |ubs  banded  with  ♦rought  iron.  (These 
have  since  heen  clianged  for  Bush  and  Lolidell's 
double  plat^  wheels. )  The  trof^ks  are  secured  each 
by  one  stout  spline,  and  the  drivers  by  two  stout 
square  key^. 

Back  and!  forward  drivers  a|%  C  ft.  9^^'  inches  be- 
tween centers.  Center  of  t^ck  is  6  in.  back  o 
front  face  o^  cylinder,  or  lljft.  3>^  inches  from 
center  of  cr^nk,  or  eighteen  |feet  one  inch  from 
center  of  b^k  shaft.  Trucl^  wheels  are  44  inches 
between  centers,  so  that't|e  entire  length  of 
rectangle  covered  by  wheels  df  engine  is  19  feet  11 
inches.  ] 

Bowling  jirank  axle,  with  gearings  GJ  inches  ia 
diameter  ai|id  7  inches  long,  ^rank  wrist  7  inches 
diameter,  j^nd  4J4'  inches  long.  10  inches  throw. 
Back  shaft  pas  same  size  of  bearings  as  crank  ax- 
le. Truck  iaxle  bearings  S'-^nches  diameter  and 
7  inches  loijg-  There  is  a  iollar  on  the  truck 
axle,  just  iiiside  of  wheel,  so  that  the  box  sbaU 
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not  work  louse.      Diiviiig  iixle  bearings,  or  bo\  .'S,  i  The  end  ol  tliu  rod  li;is  a  bushing  where  it  wear.- 


are  miidc  witli  a  composition  lining,  without  Hi 
bilt  metal,  and  Gtted  tight  to  casting  of  drlvi^ig 
box.  I 

Driving:  springs,  40  inches  long,   12  plates  of 
inch  steel,  3i  inchts  wide,  and  have  11  plates  of 
inch  iron  in  the  center  of  spring  between  stdel 
plates.     Whole  depth  of  spring  in  center  8''b  inch. 
Flat  spring  straps   bent   over  ends   of  springs. 
Truck   springs   4G   inches   long,  liave  twenty-tM'o 
plates  of  ^8  stoel,  ;]A  inches  wide  ;  8}:l  in.  deep   it 
center. 

SLIDES,  PUMPS  ANP  CONSECTINri  RODS. 

Slides  are  Hat  wrought  iron  bars,  3  inches  ly; 
1^^  inches,  not  case  hardened.  Cross  head  bear- 
ing of  cast  iron,  without  lined  gibs,  and  is  9  inches 
long  and  2  inches  thick. 

Pumps  are  of  cast  iron.  Plungers  IJ^  inch 
diameter  and  are  worked  at  full  stroke  from  a  pin 
on  under  side  of  cross  head.  Spindle  pump 
valves,  ground  with  flat  faces  and  are  3  inches  in 
diameter  outside.  Air  chambers  on  forcing  anl 
on  suction  side  of  pump.  Lap  welded  iron  supply 
■  pipes  2^  inches  in  diameter.  Ball  check  valve;  i, 
■which  are  situated  towards  forward  end  of  boilei', 
and  opposite  the  center,  of  its  vertical  diamete  •. 

The  main  connecting  rods  have  their  straps  se- 
cured by  gio  and  key  and  one  bolt.  A  portion  c  f 
the  flat  face  of  the  large  end  of  the  rod  is  cut  out 
to  reduce  the  weight.  The  boxes  of  the  paralUl 
rods  are  made  to  enclose  the  end  of  the  cran!  i 
pin  to  prevent  the  access  of  dirt  to  the  bearing . 
The  parallel  rods  are  placed  upon  the  crank  pin  5 
when  one  axle  stands  at  the  same  height  in  it  * 
jaw  as  the  olher,  that  is  to  say,  when  the  engin; 
stands  on  a  level  rail.  Both  halves  of  the  bo:: 
at  forward  end  of  the  rod  arc  made  to  fit  close  to 
the  pin,  as  also  does  the  inside  box  at  back  enc 
r  while  the  inner  surface  of  outside  box  is  I-I61I1 
inch  from  that  side  of  the  pin.  This  allows  oT 
the  vertical  movement  of  one  pair  of  wheels  in  its 
jaw  independent  of  the  other  without  straining  thii 
rods,  but  pro»luces  a  slight  slip  at  every  revolu 
lion. 

'valve  motion. 
There  are  four  eccentrics  of  6^  inches  throw 
each  eccentric  being  halved  and  secured  by  bolts 
Wrought  iron  dowels  are  inserted,  half  in  cicho 
the  two  separate  portions  of  the  eccentric  to  pre 
vent  any  side  motion.  The  eccentrics  are  secured  tc 
the  axle  each  by  two  square  ended  set  screws  pres 
sing  hardened  steel  dUs,  which  are  cut  with  sharj 
grooves,  against  the  axle.  The  eccentric  strap: 
are  of  cast  iron  with  oil  cups  cjist  on,  and  bein| 
grooved  out  inside  so  as  to  shut  over  eccentric  and 
exclude  dust.  The  eccentric  rods  are  held  by  three 
squaie  bolts  passing  sideways  through  a  flat  palm 
cast  ou  eccentric  strap.  The  back  and  front  ec- 
centric rods  for  each  cylinder  are  attached  to  a 
curved  wrought  Jion  link,  the  curve  of  whose  cen- 
ter is  described  with  the  radius  of  the  eccentric 
rod,  or  three  inches  less  than  the  distance  from 
center  of  eccentric  to  center  of  link.  The  Ihik  is 
17  inches  long  inside  of  slot,  2  inches  thick,  and 
the  slot  is  2^4  inches  wide  with  1)2  inch  thick- 
ness of  iron  around  it.  The  link  is  raised  and 
lowered  upon  a  block  on  lower  end  of  rocker  arm. 
The  studs  to  which  the  eccentric  rods  are  attach- 
ed are  1)4  inches  in  diameter  outside  of  thimble 
which  is  'a  inch  thick.  The  rod  works  loose  on 
the  stud  the  stud  being  secured  tight  to  the  link. 


b-  upon  stud.  The  centers  of  studs  are  3  inche^ 
from  centers  of  links  on  some  of  the  engines,  a.- 
the  No.  10<).  On  others  tlie  distance  is  as  little 
as  2%  inches.  The  rocker  shaft  is  of  cast  iroi. 
and  its  boxes  are  secured  to  frame  and  to  tht 
cross  gilt  or  yoke  sustaining  the  slides.  Rock- 
er amis  9 '^  inches  long  each  way.  The  link  mo- 
tion is  graduated  to  cut  oHat  17?4  inches,  16  in- 
ihes,  12>o  inchhs,  10  inches  and  7V^  inches  res- 
pectively of  each  stroke.  The  lea<l  under  the 
greatest  throw  of  the  valve,  (which  is,  4^^  inches, 
or  }..,  inch  less  than  the  full  tlirow  of  eccentrics) 
is  1-lGthi  nch,  and  as  the  admis.sion  is  reduce(i 
the  lead  increases,  until  when  cutting  off  at  !}.<_, 
inches  of  the  stroke,  it  is  o-lG  inch.  The  open- 
ing of  the  port  with  this  admission  is  %  inch  01 
5J4  squre  inches  :  cutting  ofl'  at  half  stroke  the 
opening  of  port  is  7-lGth  inch,  or  G'g  square  in- 
inchos.  The  admissions  for  front  and  back  stroke."- 
do  not  exceed  ':(  inch  for  the  difference  between 
them. 

The  lifter  shaft  is  3  inches  in  diameter  and  car 
ries  a  large  counter  weight  to  balance  the  weighi 
of  the  eccentric  rods  and  links.  The  arms  of  the 
lifter  shaft  are  welded  on.  The  links,  blocks, 
studs,  and  the  boxes  of  the  valve  stems  .are  ol 
wrought  iron,  case-hardened. 

The  reversing  lever  works  in  a  graduated  arc, 
and  has  a  catch  bolt  to  retain  it  in  either  one  o< 
the  notches. 

Radley  &  Hunter's,  patent  Spark  Arrester,  16 
feet  high  from  rail. 

Hand  rail  on  boiler  made  of  brass  pipe. 

Cow  catcher  of  round  rods,  firmly   braced. 
'    Number  plates  have  brass  figures  riveted  upon 
a  i)late   of  Japanned  iron,  and  enclosed   within  a 
plain     brass   border  held  by   cup  headed  brass 
screws. 

TENDER. 

Tank  of  )g  inch  iron  in  sides,  well  stayed,  bot- 
tom ,^4  inch  thick,  contains  IGOO  gallons,  mount- 
ed on  two  trucks  of  four  33  inch  wheels  each. 
Trucks  have  iron  frames,  .ind  inside  bearings  3*^3 
inch  diameter,  and  7  inch  long.  Tender  frame  of 
oak  with  center  beam  20  inches  by  5  inch;  side 
sills  9  inches  by  4  inches.  Brakes  for  tender 
wheels  are  faced  with  wrought  iron.  Height  of 
draw   rod  from  rail  2  feet  8  mches. 

■Wcaterii   Railroad   Schemea. 

A  meeting  was  held  in  Memphis,  Tennessee,  a 
few  days  since,  to  consider  the  project  of  a  rail- 
road from  New  Orleans,  to  Cleveland,  Ohio,  via" 
Jackson,  Memphis,  Henderson,  £vansville-.and  In- 
dianapolis. Resolutions  were  adopted,  warmly  ap- 
proving the  scheme,  and  pledging  the  citizens  of 
Memphis  to  co-operate  with  others  interested  in 
the  construction  of  the  road. 


lioutsville  and  Crankfort  Railroad. 

The  amount  of  receipts  for  1852,  twelve  months, 
were  S167,920  25,  and  for  11  months,  to  June 
1853,  $187,229  14.  Net  profits  for  the  11  months 
580,847  25. 

The  exi)enses  are  62  82-100  of  the  receipts ; 
the  profits  8  13-16  per  cent  per  annum  on  S1,000,- 
000. 

On  the  11th  inst.  the  stockholders  of  this  road 
confirmed  by  their  votes  the  selection  of  a  board 
of  directors,  as  made  by  the  Louisville  city  coun- 
cil, as  follows;  B.  BalLird,  W.Watkins,  J.  F.  Speed, 
W.  F.  Gamble,  J.  F.  Bullitt,  B.  P.  Scally. 


Journal  of  Kail.  oaU  Lia«v« 

N'EULIGENCG  C0N81OEBEO  AS  REMOTE  AND    AB  IMME- 
DIATE. I 

The  case  of  Trow,  vs.  Vermont  Central  Railroad 
Co.,  was  last  year  decided  in  the  Supreme  court  of 
Vermont,  and  it  will  be  found  in  harmony  with 
the  case  of  Carrol,  vs.  New  Vork  and  New  Haven 
Railroad  company,  which  was  decided  lately  in 
)ur  Superior  Court. 

The  action  first  above  mentioned,  was  trespass 
on  the  case  for  negligence  of  the  defendants  in  not 
maintaining  proper  fences  and  cattle  guards  upon 
their  railroad,  whereby  the  plaintilfs  horse  came 
a[)on  the  track  and  was  killed. 

The  defendants  gave  evidence  tending  to  prove 
;hat  the  plaintifl"s  horse  had  been  several  times 
jjreviously  in  the  highway,  and  that  it  was  with 
the  knowledge  and  assent  of  the  plaintiff",  and  re- 
(uested  the  court  to  charge  the  jury,  that  if  the 
,jlaintift''s  horse  at  the  time  of  the  injury,  was  in 
„he  highway  with  the  knowledge  ond  consent  of 
,)laintifl',  he  was  guilty  of  negligence,  and  could 
QOt  recover  in  this  action.  The  court,  however, 
lid  not  so  charge  the  jury  explicitly,  and  the  jury 
gave  a  verdict  for  plaintiff". 

Upon  exception  to  the  charge,  the  opinion  of 
the  court  was  delivered  by  Joham  Justice. 

The  following  abstractof  a  portion  of  the  judges 
opinion  is  well  worthy  of  observation: 

'■  Can  an  action  be  sustained,  when  the  negli- 
:j^ence  of  the  plaintiff' and  the  dt^fendant  has  mutu- 
ally co-operated  in  producing  the  injury  for  which 
Lhe  action  is  brought  1  On  this  question,  the  fol- 
lowing rules  will  be  found  established  by  the  au- 
thorities." 

When  there  has  been  mitiuo^ negligence,  and  the 
negligence  of  each  party  was  the  proximate  cause 
of  the  injury,  no  action  whatever  can  be  sustained. 
By  the  "proximate  cause"  is  meant  negligence  oc- 
curring at  the  time  the  accident  happened.  There 
can  in  such  case  be  no  recovery,  because  there  con 
be  no  apportionment  of  damages. 

Where  the  negligence  o(  the  plaintiff  is  proxi- 
mate, and  that  of  the  defendant  remote,  or  consist- 
ing in  some  other  matter  than  what  occurred  at 
the  time  of  the  injury,  no  action  can  be  sustained 
for  the  reason  that  the  immediate  cause  was  the 
act  of  the  plaintiff"  himself.  These  principles  are 
sustained  by  Hill,  vs.  Warren,  2  Starkie's  R.  377  ; 
7  Met.  274;  12  Ibid.  416;  5  Hill,  282 ;  6  lb.  692; 
3  C.  &  P.  23. 

On  the  other  hand,  when  the  negligence  of  the 
defendants  is  proximate,  and  that  of  the  plaintiff 
remote,  the  action  can  then  well  be  sus- 
tained, although  the  plaintiff*  is  not  entirely  with- 
out fault.  This  seems  now  to  be  settled  both  in 
this  country  and  in  England.  If  there  be  negli- 
gence on  the  part  of  the  plaintiff",  yet,  if  at  the 
time  when  the  injury  was  committed,  it  might 
have  been  avoided  by  the  defendant,  in  the  exer- 
cise of  reasonable  care  and  prudence,  an  action 
will  lie  for  the  injury.  So  in  this  case  if  the  plain- 
tiff" were  guilty  of  negligence  or  even  of  positive 
wrong,  in  placing  his  horse  in  the  road,  the  defend- 
ants were  bound  to  the  e.xcrcise  of  reasonable  care 
and  diligence  in  the  use  of  their  road  and  manage- 
ment of  the  engine  and  train;  and  if  for  want  of 
that  care  the  injury  arose,  they  are  liable. 

So  in  this  case,  as  there  was  testimony  proving 
that  the  plaintiff's  horse  was  in  the  highway  with 
his  knowledge  and  consent,  and  had  previously  so 
been,  the  defendants  had  a  right  to  request,  and  it 
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was  the  duly  of  the  court  to  charge  the  jury  dis- 
tinctly, that  that  fact,  if  true,  was  that  degree  ol 
negligence  on  his  part  which  rendered  the  case  one 
of  mutual  negligence;  and  if  from  that  mutual 
negligence  the  injury  arose,  that  the  action  could 
not  be  sustained.  The  question  of  negligence  is 
a  mixed  one  of  law  and  of  facts.  The  jury  shoul<l 
find  whether  or  not  facts  in  controversy  are  true ; 
the  court  should  instruct  the  jury  as  to  the  legal 
effect  and  bearing  of  such  facts. 
Judgment  of  county  court  reversed. 

MUTUAL    CONTR.\CTS    BETWEEN    RAILWAY    COMPA- 
NIES. 

These  cannot  be  enforced  if  not  consistent  with 
the  scope  and  spirit  of  their  Charters. 

jTAc  Skrewd/ury  and  Birmingham  railwaij  Com- 
pany, in  England,  has  lately  invoked  the  aid  of 
Chancery  in  order  to  enforce  the  performance  of 
certain  agreements  on  the  part  of  the  L.  and  A'. 
Western  railway  company  and  the  Skropshirc  I'ni- 
oa  railway  and  Canal  company.  The  Master  of 
Rolls,  before  whom  the  cjise  was  heard  in  the  tirst 
instance,  decided  adversely  to  the  plaintiffs.  The 
case  was  then  carri'^d  up  to  the  Loids  Justices  ol 
Appeals. 

The  agreement  which  it  was  sought  to  enforce 
was  made  in  1817.     In  that  year  the  North  West 
cm  Company  applied  to  Parliament  for  license  to 
take  a  lease  of  the   Shropshire  Union  Company. 
The  plaintiffs  oppo.sed  this  application  to  Parlia> 
meut.     In  consideration  of  the  plaintiffs  withdraw 
ing  their  opposition,  it  was  agreed  that  the  defen 
dants  should  half-yearly  account  to  them  for  their 
trathc  upon  a  certain  portion  oftheir  proposed  new 
route,  which  came  in  competition  with  the  plain- 
tiffs' road, — and  .also  that  the  Western   Company 
should  abstain  from  coming  into  competition  with 
the  Shrewsbury  and  Birmingham  Company  in  the 
business  of  transportation,  in  respect  to  a  certain 
portion  of  the  route. 

It  was  urged  in  opposition  to  the  enforcement 
of  these  stipulations,  that  they  were  contrary  to 
public  polic}^ 

And  the  Court  held  that  the  stipulations  did  not 
fall  within  the  scope  of  the  charters  of  the  corapa 
nies,  who  were  the  contracting  parties. — Charters 
are  granted  for  the  public  not  individual  good, 
and  a  Court  of  Equity  w.is  bound  in  such  a  case 
to  consider  whether  it  could  enforce  an  agree- 
ment like  the  one  in  question  consistently  with 
the  rights  of  the  stockholders  of  the  companies 
chiefly  interested.  The  effect  of  the  contract  un- 
der examination  was  to  create  a  partnership, — 
and  consequently  to  subject  the  parties  concerned 
to  the  risks  and  hazards  of  a  partnership.  The 
following  authorities  cited  at  the  hearing  were 
recognized  by  the  Court  as  valid,  and  claimed  to 
be  not  inconsistent  with  their  decision  in  the  case 
before  them.  Hawkes  vs.  the  Eastern  County 
railway  company,  1  De  Gex.  M.  andN.  737.  Wefcb 
vs.  the  Direct  London  and  Portsmouth  railway 
company,  1  De  Gex.  M.  and  <t.  521.  Stuart  vs. 
the  London  and  N.  W.  railway  comi>any,  1  Do  Gex. 
M.  andG.  721.  • 

The  appeal  was  dismissed,  and  the  plaintiff 
left  to  seek  his  remedy  in  a  Court  of  Law. 

A  Itong  Train. 

The  engine  "David  Henshaw,"  upon  the  Boston 
and  Worcester  roal,  drew  to  Boston  on  Saturday 
evening  34  long  cars,  containing  960  passengers, 
who  visited  Boston  to  celebrate  the  JPoortb. 


California. 

MARV.SVILLE    AS\i    EENICIA    RAILROAH. 

The  preliminary  surveys  of  a  proposed  r.iilroad 
from  Marysvillc  to  Benicia.  have  been  completed. 
The  following  is  a  description  of  the  topography 
of  the  country  intersected  by  their  lines. 

The  town  of  Marysvilleis  situated  at  the]  junc- 
tion of  Feather  and  Vuba  rivers,  twenty-fivd  miles 
.ibove  the  point  where  the  former  empties  into, 
Sacramento  river.  It  lies  twenty  miles  west  of 
Llie  foot  of  ihejow  hills  which  separate  the  {Sacra- 
mento valley  from  the  lofty  range  of  the  ^icrra 
Nevada. 

The  width  of  the  valley  at  this  point,  is  fifty-five 
miles.  On  the  west,  it  is  bounded  by  mountains 
irregularly  disposed,  but  which  may  be  regarded 
as  spurs  of  the  Coast  Range. 

Sacramento  and  San  Jo.njuin  rivers,  luaving 
their  sources,  the  former  near  the  41st,  and  the 
latter  near  tin-  -ioth  parallel  of  north  latitude,  flow 
in  opposite  directions  through  this  great  plain, 
and  unite  their  waters  at  the  head  of  Suisun 
Bay.  ' 

The  Straits  of  Caniuines  pierce  the  Coast 
range  and  eon;iect  Suisiiu  with  San  Pablo  Bay, 
the  latter  discliarging  its  \vaLer.5  into  the  Bay  of 
San  Francisco. 

On  tiie  South  side  of  the  Straits,  the  €oast 
llaiige  terminates  abruptly  at  Monte  Diablo,  but 
on  the  North,  it  subsides  into  low  hills  »n(l  pro- 
jecting spurs.  i     [ 

On  the  Northern  side  of  the  Straits,  and  the 
Southern  .slop.-  of  one  of  these  hills,  stands  the 
city  of  Beiiieia. 

In  the  Western  part  of  Suisun  Bay  along;  the 
whole  front  of  the  city,  and  in  the  lower  Bays, 
there  is  suliicient  depth  of  water  to  float  vessels  of 
the  largest  size.  Tin;  ui)per  portions  of  Suisun  Bay 
are  interspersed  with  numerous  Islands,  sepaial- 
ed  by  narrow  ehamiels,  atid  between  the  bay  and 
high  land,  thereintervene  several  miles  of  marsh, 
overflowed  by  the  tide  at  high   water. 

At  the  site  of  Suisiun  City,  the  MontcKuma 
hills  extend  to  the  western  bank  of  the  Sacra- 
mento, but  from  this  point  to  Knight's  Ferry,  the 
land  on  the  Western  side  of  the  river  to  a  great 
width,  is  covered  with  water  by  the  high  freshets 
which  not  unfrequeutly  occur  in  the  rainy  sea- 
son. 

At  Knights  Ferry,  a  ridge  of  upland  reaches   to 

the  bank  of  the  river.     No  jtart   of  the  travelled 

road  from  the  western  side  of  the  valley   to   the 

river,  which  follows  this  ridge,   wjis    covieretl  by 

water  during  the   present  season. 

North-eivst  of  Knight's,  in  the  line  towards 
.Marysville,  there  are  several  miles  of  low  iland, 
which  were  inundated  by  the  overflow  of  Feathei 
and  Sacramento  rivers,  in  December  and  January 
last,  but  the  soil  is  generally  of  a  firm  charaeter, 
and  dry  most  of  t  he  year.  There  is,  beyond  doubt 
less  difficulty  in  crossing  the  valley  here,  thaJi  at 
any  point  below,  or  any  j)Oint  above,  South  of  the 
Buttes. 

At  the  western  angle  of  Suisun  Bay,  is  the  out- 
et  of  Green  Valley  Creek.  Green  valley  lies  to 
the  West  and  South  of  this  creek,  betweeu  the 
bay  and  the  Snscol  mountains,  which  separate  it 
from  Suscol  and    Napa  valleys. 

Suisun  valley  is  bounded  on  the  west  oy  Green 
Valley  creek,  on  the  East  by  the  Montezuma  hills, 
and  on  the  South  by  the  b  ly.  It  stretches  many 
miles  to  the  northward,  and  its  limit  in  this  direc- 
tion, is  marked  by  the  biise  of  long  spurs  of  the 
coast  mountains,  which,  projecting  into  the  plains, 
subdivide  it  into  a  number  of  minor  valleys. 
Numerous  rollins;  hills  also  rise  like  islands  above 
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the  Montej^uma  hills,  and 

dividing 

vallies.     I 


jpltnva 


firds  crosses  the 
ifidge  between  Snlsun  and  Sacianiento 
continues  througli  the  latter  valley  and 
crosses  Puta  and  Cache  crecKs,  crosses  the  Sacra- 
mento riv<  r,  and  curves  towirds  Yuba  city,  tToss- 
es  Feathei   Lliver  and'cnterslManiSville. 

Length ')f  line,  85 '4  milesj  Steepest  grade  13 
2-10  feet  jer  mile.  Shai-pe^t  cui-ve  has  1508  feet 
radius. 

Total  estimated  cost  of  k"oad,  buildings,  fix- 
tures and  lunning  equipmen    $2,954,3^4. 

Estimated  yearly  travel  between  termini,  160,- 
000.     The  revenue  at  S5  eac  i  will  be ... .  S800,000 

120,000  toisof freight S7     "      b40,000 

Mail 8,009 


Estimate  0  f  expenses . . . 


$1,048 .0<X) 
..   408,000 


Balance  het  revenue 
or  40  per  cent,  on  the  capita 
lions  of  do  lars. 

The  oflic  ers  arc :— G.  W 
Denj.  W.  \  udge,  Secn-tary  akid  Treasui-er 

Director  .— Jno.  C.  Fall,  4  f'  Tompkins,  R.  B 
Buchanan,  Geo.  W.  Plume 
ville  ;  J.  H.  Achison,  FosUt', 
Sutter  Cou  ity  ;  I.  M.  Ilarbib,  Nolo  County;  W. 
S.  Sherwocd,  Butte  County;  Geo.  W.  P.  Bisscll, 
Thos.  D.  Lirkin,  J.  II.  Polh^mus,  B.  W.  Mudge, 
San  Franci  ico. 

Wm.  J.  lewis,  Chief  Engineer.    F.  Catherwood, 
Consulting  Engineer. 


1,240,000 

sto<'k  of  three  mil- 

».  Bis.-<ell,  President. 


H.   Adams,  Marys- 
Bar;  G.  M.  Hanson, 


Ne^vand  Important  Ifallread  LIna. 

We  take  the  following  im|)ortant  proceedings, 
of  a  Railroiid  meeting  contcniplating  a  continuous 
Railroad  line,  between  the  \prlh  and  the  South, 
on  the  W*st  side  of  the  Allk'ghanies,  from  the 
Memphis,  tenn.  Appeal.  JThis  must  become 
one  of  the  great  through  linoslofthe  United  States 
when  constfucted. 

Grea^  North  and  Socith  Rail-road.   I 

A  meeting  of  our  citizens  }ias  lield  at  the  Odd 
Fellow's  H.- II,  on  Wednesd;ii  night,  to  hear  the 
Hon.  Oliver  H.  Smith,  of  Indiana,  on  the  subject 
of  the  contjmplated  througli  line  of  railway  con- 
necting the  city  of  Ckvclafid  and  Lake'  Erie, 
through  I  idianapolis,  Kvaisville,  Henderson, 
.Memphis,  and  Jackson,  wit  j  the  city  of  New 
Orleans. 

James  Petin,  Esq.,  w.as  cal  ed  toihc  chair,  and 
A.  J.  McLe  note  and  J.  R.  McClanahan.  apjwint- 
ed  Secretar:  es.  The  Chairnjan  introduced  Mr. 
Smith  in  a  luw  remarks,  statiilg  the  object  of  the 
meeting,  wben  Mr.  Smith  ros4  and  addressed  the 
audience  in  an  able  speech  oil  some  two  hours,  in 
which  he  presented  the  line  nd  one  of  the  greatest, 
impt^rtance,  as  the  groat  throfi'rh  connecting  line 
between  tha  North  and  the  SJi»nth  ui>oii  the  short- 
est practical  route.  He  showed  from  maps,  that 
the  great  coiicontratiiig  points  (of  the  Kail-roads  of 
the  centre,  .md  North-E;tsternjSutes,  were  Union, 
on  the  line  letween  the  Sute4»f  Indiana  and  Ohioi 
and  Indiana  )olis  ;  that  there  Aiere  !«,(i50  miles  of 
completed  tail-roads,  at  a  ci^t  of  S28!«,6<X),000, 
connecting  jy  continuous  Ifties  at  Union,  and 
10,304  miles  at  a  cost  of  S'SODb^t.OOtt,  at  Indiana- 
polis, without  a  direct  Souriiern  outlet.  '  He 
l)ressed  tlie  import.-uicc  of  constructing  this  South- 
ern connection,  and  maintained  that  it  would  be 
for  all  time  (he  great  tho"oui,'ifare  of  travel  and 
business  between  the  city  of  New  Orleans  and 
Memphis,  ard  the  entire  Norm.  He  urged  the 
necessity  of  immediate  action,  in  obtaining  a 
charter,  and  inviting  the  cities  and  the  |>eop!e  on 
the  line  to  cc  nstruct  the  work  stating,  as  his  opini- 
on that  it  wai  decidedly  the  b^st  unoccupied  line 
It  then  crosses   Suisun  creek  and  strikes  [  in  the  United  States.     W«  d5  hot  preu-nd  to  «iv« 


the  general  level,  which  withthe  broken  charac- 
ter of  the  surrounding  mountains,  make,  it  im- 
dossible,  without  exainening  every  part  to  de- 
termone  the  extent  of  the   valley. 

The  route  of  tha  proposed  road  will  leave  thii 
margin  of  the  bay  at  Benicia,  and  will  be  contin- 
ued to  Gereu  Valley,  across  which  it  will  extend 
to  the  low  hills  branching  out  from  the  coast 
range 
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even  an  absliact  of  thu  speech.    Sliould  it  bt 
nished  ff>rpublicatioiias  re( (nested b}'  the  meeting, 
we  will  give  it  to  the  public. 

After  tlie  address  of  Mr.    Sraitli,    the  folloj^vin^ 
resolutions  on  motion  of  Samuel  Tate,  Esq. 
unanimously  adopted. 

Resolved,  That  this  meeting;  feel  fully  impressed 
with  the  great  importance  of  the  contemp  ated 
oontinnous  railway  from  the  city  of  Cleveland  on 
Lake  Erie,  by  Indianapolis,  and  Evansvilie  In 
•'i.»na.  llfiidtTson,  Ky.,  and  Memphis,  Tenii.,to 
the  city  of  New  Orleans,  believing  it  to  be  one  of  the 
great  leading  direct  lines  of  railway,  conaeoting 
the  North  with  the  South,  demanded  by  the  travel- 
ing public,  as  well  as  by  the  immense  coninierclal 
and  extensive  relations,  of  those  sections  ol  the 
^'  'ion,  and  that  it  must  prove  erainentlv  sue  ;ess 
fal.  ■ 

llesolved,  That  we  pledge  ourselves  to  codpcr- 
ato  with  such  companies  as  may  be  engaged  in 
this  great  work,  and  tliat  wo  cordially  invite 
Northern  and  other  capitalists,  railroad  men  and 
comi>atues,  citizens  on  the  line,  and  at  the  tcniini 
and  the  country  through  whicii  the  road  will  ])i\3s, 
toexamine  the  importance,  and  aid  in  the  com 
pletion  of  this  great  enterprise  at  nn  early  iay,i 
terminating  south  of  the  city  of  New  Orleans,  an<l 
«M>  inecting  at  uninterrupted  navigation  with  the 
ilississippi  river  at  Mcmnliis,  among  the  most 
prominent  in  the  great,' valley,  as  the  staitmg 
point  of  the  contemi)Iated  Pcific  railway,  at  the 
radiating  i)oint  of  the  several  railroads,  run 
uing  to  the  commercial  cities  of  the  (iulf  and 
through  the  States  of  Arkansa-s  and  Texai  to 
Mexico.  j 

1      Resolved,  That  a  committee  of  three  bn  appoint- 1 
ed  by  the  cliair,  t^o  [)repare  and    present    to   the  t 
Legislatures  of  Tennessee  and   Kentucky,  at  the  I 
next  session,  a  charter  incorporating  a  joint  com- 1 
pany  to   construct,  own  and  maintain  a  railnad 
commencing  at  the  Ohio  river,  in  the  State  ofl^en- 
tuekv,  opposite,  or  near  to  the  city  of  Evansv  i!le 
running     through   the  StJites  of  Kentucky  and 
Tennessee,  via  Henderson  and  Memphis,  to  tin-  liiie 
of  the  State  of  .Mississip[>i,  to  connect  with   a  di- 
rect line  by  Jackson,  to  New  Orleans,  through  the 
State  of  Mississippi  and  Louisiana   with  power  to 
construct  branches  to   I'aducah,   and   Smithl  md 
should  those  points  not  be  on  the  most  direct   ine, 
and  with  power  to  consolidate   with  oilier  diiectjbe  without  a  rival 

connecting  rail-roads,  running  in  the  same  direct-       ^1^^  above  is  one  of  the  first  roads  that  have 
ion,  so  as  to  form  a  continuous  ^outh(Tn  line  nith !,         ^,  .   .  »,      ,  ,,       , 

theEvansville.-Indianapoliiand  Cleveland  straght !  l^*^'-'"  "'«  •ccipients  of  lands  granted  by  the  gener- 
line  railroad,  and  its  connecting   lines,   from  the 
city  of  Cleveland  on  Lake  Erie,  to  Memph  is  land 


New  (►rleans 

Resolved  that  the  citizens  of  the  State  of  Miss- 
i8si|)pi  and  Lousianna  be,  and  they  are  her  .'by 
cordially  invited  to  extend  this  important  South- 
ern line  of  railway,  by  a  direct  and  indepeni  ent 
road,  or  by  the  consolidation  of  lines  being  c  on- 
structed,  from  the  above  terminus,  to  the  city  of 
New  Orleans,  with  a  view  to  the  ultimate  consoli- 
dation of  the  whole  line  from  the  city  ofChvo 
land  to  the  city  of  New  Orleans,  as  a  continuous 
through  line. 

Resolved,  That  the  thanks  of  this  meeting  be 
tendered  to  Hon.  Oliver  H.  Smith,  for  his  fble 
address,  and  that  the  chairman  request  the  sj,me 
for  publication. 

The  chair  appointed  Robertson  Topp  Miles  Ov^en, 
and  Oliver  H.  Smith,  a  committee  of  three,  under 
the  third  resolution,  to  prepare  and  present  the 
charter  to  the  Legislatures  of  the  States  of  Tenn- 
essee and  Kentucky  ;  and  on  motion,  the  meet- 
ing adjourned.  .JAMES  PENN,  Chairmai . 

A.  J.  McLemore,  ) 

J.R.  MCI.A.VAHAN,  ji 


Secretaries. 


!  Boaton  aitil  Maine  Kailroad. 

'  At  the  last  annual  meeting  of  the  stockholders 
of  the  Boston  and  Maine  Railroad,  held  at  Exeter' 
it  w?s  voted  that  the  next  annual  meeting  be  held 
in  Boston,  consequently  the  annu.al  meeting  the 
present  year  will  be  held  in  this  city,  and  willtuke 
place  on  the  14th  day  of  September  next. — TVaw- 
elUr.  ; 


Hitiiiilbul  and  S$t>  Joaepli  Railroad. 

The  line  of  this  road  commences  at  Hannibal, 
a  considerable  town  lying  upon  the  Mississippi  riv- 
er, nearly  west  of  Springfield,  the  capital  of  Hli- 
nois,  and  extends  in  a  very  direc*  course,  west,  to 
the  Missouri  river,  at  St.  Josephs,  a  distance  of 
about  200  miles.  Its  relations  to  other  roads,  and 
its  general  importance  are  not  well  expressed  by 
its  tiUc.  It  is  in  fact  the  appropriate  prolongation, 
west,  of  the  great  lines' of  railroad  traversing  the 
central  portions  of  Ohio,  Indiana  and  Illinois,  and 
is  the  shortest  route  by  which  the  mouth  of  the 
IHalte  can  be  reached,  which  is  the  leading  point 
of  debarkation  of  emigrants  for  the  Pacific  coast. 
By  lecurring  to  a  map  its  position  in  reference  to 
the  great  east  and  west  lines  of  road  already  re- 
ferred to,  will  be  readily  seen  and  appreciated. 
Within  a  year  from  the  present  time  these  lines 
will  reach  the  Mississippi  river  at  Quincy,  which 
is  nearly  opposite  Hannibal,  so  that  the  Hannibal 
and  St.  Joseph  railroad  will  have  all  the  benefit  of 
railroad  connections,  as  soon  as  it  can  be  complet- 
ed. 

Although  this  road  is  destined  to  become  the 
great  route  of  emigrant  travel  toward  the  Pacific, 
it  w.is  projected,  and  is  constructed  more  with  re- 
ference to /wa/  uses,  than  as  a  through  route,  Itun- 
•piestionably  travei-scs  the  best  part  of  Missouri,  a 
section  of  country  equal  in  every  variety  of  re- 
sources to  any  in  the  west,  and  already  well  filled 
with  an  active  and  thrifty  population.  The  route 
is  very  favorable  foi  construction,  being  sufficient- 
ly far  removed  from  the  Mi.ssouri,  to  avoid  the 
broken  country,  generally  found  in  the  vicinity  of 
this,  ;ind  in  fact  of  all  the  great  western  rivers.  It 
crosses  no  stream  of  magnitude  in  its  whole  course. 
It  is  the  absence  of  navigable  rivers  that  renders 
this  road  so  important  to  the  country  traversed, 
and  which  must  secure  to  it  a  lucrative  business. 
For  the  appropriate  business  of  its  route,  it  will 


al  government  in  aid  oftheir  construction.  It  re- 
ceived the  same  number  of  acres  per  mile  as  the 
Illinois  Central,  or  about  800,000  in  the  whole. — 
These  lands  are  estimated  of  equal  value  as  those 
granted  to  the  Central  road.  It  is  not  intended  to 
sell  any  part  of  these  lands  till  the  road  shall  be 
completed,  which  will  enable  the  company  to  pro- 
fit by  the  additional  value  the  construction  of  the 
road  will  impart.  It  is  propo.sed  to  make  these 
lands  one  of  the  elements  of  the  security  upon 
which  an  issue  of  bonds  are  to  be  made.  It  is  not 
intended,  however,  to  build  the  road  exclusively 
with  the  proceeds  of  lanrl  bonds,  but  partly  with 
stock  subscriptions,  which  have  been  made  to  a 
considerable  amount,,  and  which  are  to  be  largely 
increased. 

As  there  have  been  a  number  of  instances  in 
which  grants  of  land  have  been  made  to  railroads, 
it  may  be  proper  to  enquire  to  what  extent  they 
furnish  a  sufficient  security  for  the  issue  of  bonds. 
In  no  cases,  in  our  opinion,  have  the  present 
or  prospective  value  of  these  lands  been  equal  to 
the  cost  of  the  proposed  roads.  They  come  in  as 
cumulative  security,  but  by  no  means  dispense 
with  the  necessity  of  other.  Wliere  a  road  would 
be  built  without  such  aid,  tho  addition  of  the  lands 
adds  largely  to  the  strength  and  commercial  value 
of  the  project. 


But  where  to  obtain  the  lands,  is  the 
inducement  to  the  building  of  the  road  a 
speculative  character,  which  implies  uncertainty, 
and  risk,  is  given  to  the  project.  The  Hannibal  & 
St.  Joseph  Road,  as  well  as  the  Mobile  and  Ohio, 
would  have  been  built  without  adventitious  aid, 
from  their  own  inherent  strength.  In  this  particu- 
tral  in  which  commercial  considerations  are  sacri- 
lar  they  are  distinguished  from  the  Illinois  Cen- 
ficed  for  the  purpose  of  obtaining  a  large  quan- 
tity of  land.  The  Illinois  Central  may  turn  out 
well,  as  m;uiy  other  ventures,  but  sensible  men 
will  hardly  touch  any  project  like  a  railroad,  which, 
being  a  commercial  enterprize,  is  not  surrounded 
with  all  the  guarantees  of  safety.  The  Hannibal 
and  St  .Joseph  possesses  these,  and  has  in  addition 
.•in  equal  amount  of  land  per  mile  with  the  Illinois 
Central,  which  cannot  fail  to  make  it  a  much  more 
attractive  project. 

The  whole  line  of  this  road  is  under  contract, 
and  the  work  w  ill  be  carried  vigorously  forward  to 
completion.  Its  total  cost  is  estimated  at  S-i,655,- 
200,  at  which  it  is  contracted  to  be  built  and 
e<iuipped.  The  contractors  are  well  known  to  be 
efficient  and  capable  men,  and  the  public  may 
rely  upon  seeing  the  road  completed  with  the  least 
possible  delay,  taking  into  consideration  the  m.ag- 
nitude  of  the  work.  ,     •  ' 


Richmond  aad  Petersburg  Railroad. 

We  find  in  the  South  Side  Democrat  an  abstract 
of  the  recent  report  of  this  company  which  pre- 
sents the  following  exhibit  of  its  affairs. 

"  The  company  has  recently  obtained  authority 
from  the  Legislature  to  issue  Sl"6,000  of  coupon 
bonds;  with  which  to  liquidate  certain  outstand- 
ing debts,  and  thus  enable  the  company  to  appro- 
priate its  surplus  earnings  and  resources  in  laying 
down  a  new  track  of  heavy  rails.  They  have  al- 
ready purchased  a  new  sufficient  quantity  of  iron 
to  lay  down  three  miles  and  a  half  of  the  route 
with  the  heavy  superstructure.  This  will  be  done 
at  once  upon  that  .part  of  the  main  road  between 
the  junctions  of  the  branch  road  from  the  Coal 
Pits  and  the  branch  road  from  Port  Walthal — a 
portion  of  the  line  which  is  subjected  to  the  heavy 
freights  of  both  branches,  and  the  Great  Northern 
and  Southern  travel  besides.  These  new  bonds 
are  not  only  a  preferred  charge  upon  the  earnings, 
and  preferred  lien  upon  the  property  of  the  com- 
pany, but  the  holders  of  them  will  have  the  option 
of  converting  them  at  any  time  into  .stock  at  the 
rate  ofSoO,  in  bonds  per  share  of  stock,  the  par  of 
which  is  $1000. 

"  The  company  has  not  for  some  time  declared 
dividends,  forthe  reason  that  its  original  capital 
stock  was  entirely  insufficient  for  construction,  re- 
quiring the  earnings  to  be  appropriated  to  the  cost 
of  construction  and  of  working  stock,  the  cost 
of  which  was  proj^erly  chargable  to  capital  stock. 

"  The  earnings  of  the  road  during  the  fiscal 
year,  ending  the  30th  April,  1853,  were  S122,861  ; 
of  which  aggregate  S61,143  69  was  derived  from 
freight ;  $35,955  97  from  local  travel ;  $18  687  13 
from  through  travel,  and  $7,346  35  from  transpor- 
tation of  the  mail.  Those  who  have  thought  the 
chief  resource  of  this  road  to  be  its  through  travel, 
will  see  from  these  items  the  gross  error  under 
which  they  have  been  laboring.  The  road  is  but 
about  twenty-three  miles  long,  and  its  charges  for 
freight  are  in  proportion  to  its  length  ;  so  that 
the  freight  item  of  $01,143  69  represents  as  large 
an  amount  of  freight  transport.ition  as  is  perform- 
ed by  any  road  of  its  length  in  the  Union.  The 
wear  and  tear  of  this  heavy  freight  business  upon 
thin  rails  has  constantly  kept  the  cost  of  re;>ai>i  .it 
a  high  ffgure,  and  greatly  injured  the  interests  of 

the  road  in  the  point  of  travel. 

"  The  heavy  rail  which  the  directory  are  now 
taking  steps  to  procure,  will  at  once  restore  the 
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popularity  and  prosperity  of  the  road,  as  a  line  ot 
travel,  and  reduce  the  cost  of  conducting  its  heavy 
freiglitbusiness. 

"  The  cost  of  the  road,  its  branch,   and  work 
ing  stock,  inclusive  of  those  items  which  have  been 
improf)erly  charged  as  repairs,  lias  been  about 
SI, 100,000,  although   its  present   capital  stock  i.s 
but  i»G86,0On. 

"The  earnings  of  the  road  during  its  last  fiscal 
year,  were,  as  before  stated,  $12:2,801,  while  its 
expenses  (exclusive  of  the  cost  of  new  stock  pur- 
chased) were  848,748,  leaving  the  excess  of  earii- 
inffs.  over  ordinary  expenses  and  repairs,  874,113, 
or  $8,113  more  than  six  percent,  upon  the  cost  ol 
the  road— about  81,100,000. 

"The  company  also  derived  from  the  steamer  on 
James  river  the  sura  of  $3,156,  which  may  be  ad- 
ded to  the  88,113,  contingent. 

"The  heavy  rails  will  reduce  the  present  heavy 
cost  for  repairs,  while  they  will  groatly  angmeni 
the  <fficicncy  and  profits  of  the  road  and  itspopu 
larity  in  travel. 

"If  the  newly  authorised  loan  of $175,000 should 
be  all  converted  into  slock,  the  capital  stock  of 
the  company  will  then  be  $1,035,000,  which  isles;- 
than  the  cost  of  the  work  uj)  to  this  date,  and  less 
than  the  aggregate  snm  upon  which  we  hav* 
shown  the  earnings  of  the  road,  (less  ordinary  ex 
penses  and  repairs,)  are  suflScicnt  to  pay  0  per  ct., 
bisides  a  contingent  balance  of  some  ,iil  1,000  or 
$12,000. 

If  the  cost  of  the  heavy  rails  for  the  whole  line 
should  reach  8100  000,  and  thus  swell  the  tola' 
cost  ol  the  conipany's  works  to  some  $1,200,000 
the  results  would  be  still  niore  favorable,  as  tlu 
interest  upon  the  additional  $100,000  will  be  but 
six  thousand,  while  the  saving  in  the  annual  ex 
penses,  by  the  heavy  rail,  will  be  at  least  16  or  20 
thousand  dollars. 


.    Rlclttnond,  Fredericksburg  and  Potomac 
Kuilroad. 

The  report  of  this  company'  presented  at  theii 
20th  annual  meeting,  on  June  3d,  prest^nts  the- 
following  statement  of  their  afiairs  for  the  yeai 
ending  March  31,  1853: 

Revenue  for  the  year $254,376  48 

Expenses,  including  cost  of  two  new 

locomotives,  and  two  new  car-,  and 

new  brick  depot  and  engine  house 

at  Fredericksburg 141 ,120  20 


Leaving  a  balance  of $113 

Out  of  which  have  been  paid  one-sev- 
en per  cent  dividend,  amounting  to. 
Arid  amount  carried  to    contingent 

f  ind  of 

Whole  present  amount  of  contingent 
fund 172 


$67 


20 


,266  28 
,324  57 
,501  42 
,684  14 


CAPITAL    ACCOUNT. 


Cost  of  road  from  Richmond  to  Ac- 

quia  creek $1,531,238  40 

Debts  due  the  company 107,051  92 

Invi'stments 67,116  13 

Cash  on  hand,  31st  March,  1853 26^840  4^ 


$1,792,246  93 

Capital   stock— $275,200  owned  by 

state— $1,000,000  00 

Bonds  due  in  Lonflon  in  1860 324,005  61 

Other  bonds  and  certificates  of  debt.      179,000  00 

Debts  owed  by  bills  and  open  ac- 
counts         16.557  18 

Profit  and  loss 172,684  14 


ized,  of  thirty  per  cent  of  the  receipts  from  the 
passengers,  mails  and  freight  between  Richmond 
and  Washington,  to  the  Wiushingtonand  Fi-edericks- 
burg  steamboat  company,  of  which  establishment 
the  railroad  company  owns  three-sevenths  of  the 
stock. 

The  subject  of  a  connection  with  the  Orange 
and  Alexandria  railroad  was  referred  to  the  di- 
rectors. 

The  olliccrs  elected  were  Edwin  Robinson,  fire- 
sident. 

Nichohis  Mills,  James  Boshcr,  Gustavus  A.  My- 
ers and  George  W.  Mnnford,  directors  on  the  part  I 
of  the   individual   stockholders.    John  S.  Caskie 
was  announced  a  director  on  the  part  of  the  com- 
monwealth. , 


able  to  bee  exact 


y  how  the  afiairs 


d1  the  company  I 


are  being  administered. 

Here,  then,  is  3ne  great  field 


f4  • 


improTement ' 


'  ■■  ■  $1,792,246  93 

The  present  .superstructure  and  machinery  of 
the  road  arc  reported  as  in  excellent  order.  The 
rail  which  was  originally  a  light  bar,  is  now  a 
heavy  fiat  rail  throughout  2>^  inches  by  three- 
fourths  of  an  inch,  adequate  for  the  present  busi- 
ness, but  requiring  renewal   by  a  heavy  edge  rail 

upon  any  considerable  increase  of  business. 
At  the  meeting,  au  apportionment  Wft3  author- 


Ei'ic    Railroafli 

The  embarrassments  of  the  Erie  railroad  should 
serve  the  purpose  of  (filcting  reforms  in   its  past 
management.     Oneoftlio   greatest  mistakes  that 
iiave  been  committed  has  been    the    entire  want 
of  directors   i-esiding   upon   the   line  of  the  road. 
They  have  all  been  t.dicn  Irom   the  city  for  years 
past.     It  is  fair  to  presume  that  a  large  ninjority  ! 
of  these  directors  know  but  little  about  the  man-' 
agementofthe   road,  and   understand  as  little  o) 
the  interests  or  wants  of  the  country  traversed  by 
it.     As  they  are  supposed  to  be  in  favor  of  that 
kind  of  management,  wiiich  will  jjroduce  the  great- 
■st  amount  of  revenue,  neither  they  nor  the   com- 
pany are  regarded  with   any  very  favorable  light 
by  the  community  which   is  to  i)ay  this  revenue. 
From  these  causes,  it  is   notorious  that  the  road 
lias  been  lately  becoming  unpopular  among  those 
chiefly  benefitted  by  it.     If  any  accident  happens 
or  anything  goes  wrong,  there  is  no  suitable  per- 
son on  the  spot  to  correct  mistakes,  or  abuses,  or 
propitiate  the  ill-feeling  likely  to  be  created. 

The  result  is  that  nowhere  is  the  company  in 
worse  odour  than  upon  the  line  of  their  road.  This 
Slate  of  things  might  have  been  prevented,  we  are 
confident,  had  competent  persons,  as  directors, 
been  stationed  at  Binghampton,  Elmira,  Hornells- 
ville  and  Dunkirk.  Aftern  road  has  been  completed, 
the  directors,  or  a  portior.  of  them  at  least,  should 
reside  upon  the  line  of  the  road,  where  they  can 
daily  inspect  the  operations  of  the  company,  not 
5iX)  miles  distant.  In  no  other  manner  than  by 
watching  its  operations,  can  they  become  qualified 
to  superintend  them.  By  bciiig  distributed  along 
the  line  of  the  road,  their  presence  would  serve  not 
only  as  checks  ui)on  the  various  kinds  of  abuses, 
or  misconduct  that  might  exist,  but  they  would 
soon  become  acquainted  with  the  character  of  the 
numerous  emj)loyees  of  the  company,  a  matter  ol 
vital  importiince  to  such  a  vast  concern  as  the 
Erie.  How  do  men  manage  their  own  afiairs  ?  By 
never  going  near  the  scene  of  their  business  oper- 
ations, but  confiding  the  most  arduous  duties, 
and  tae  most  responsible  trusts  to  persons  of  whose 
qualifications  they  are  entirely  ignorant,  or  who 
may  have  no  qualifications  at  all?  Would  not  any 
kind  of  business  managed  as  has  been  the  Erie, 
have  gone  to  ruin  long  ago.  The  directora,  with 
one  or  two  exceptions,  perhaps,  are  completely 
immersed  in  the  care  of  their  private  afiairs,  and 
can  neither  bestow  time  nor  attention  to  the  dis- 
charge of  their  official  duties.     Such  being  the 


cy  has  been  to  p  irsue  an  opi>osite  jcoursc,  and  U» 
in  the  managemtnt  of  thiscompan>t     The  tendon- 
give  to  the  road  ^he  character  of  ^  Wall  st.  pro- 
ject in  a  still  greiter  degree.  Insteid  of  supplying 
the  vacancies  thj^t  may  from  time]  to  lime  occur 
with  veteran  Wall  street  'operator^'  men  of  prac- 
tical  experience   in   railroad  afihil's  should  in  all  j 
cases  be  selected  who  can  have,  ujider  do  contin-  | 
?ency,  any  inten  st  adverse  to  thnjt  of  the  stock- 1 
holders.  j 

We  have,  in  pr  evious  numbers,  k{  the  Journal,  | 
urged  the  impro]»riety  of  tlie  niaiwgcrs  of  a  road 
making  its  stock  and  securities  th«subject  of  spec - 
Illation.      Such  j  buses  are  entirell-  snbv<rsive  of 
integrity  and  sul ordination  on  tliebart  »tf  th»cm- 1 
•loyees  of  the  company.      Supposq.   not  to  mince 
the  matter,  the  1  reasurer  of  the  cc|ni)any  to  have 
the  reputation  of  having  made  twojor  threp  hun- 
Ired  thousand  dc^llai-s  in  lucky  speiul.nl ions  in  the 
stock  and  bonds  jof  the  company.    ■  Will  not  su<-h 
a  fact,  or  such  a|>»^ort  even,  liavo  a  strong  ten- 
dency to  create  discontent  among  the  wfiole  class 
of  subordinates,  ^nd  render  them  (Kssatistie<l  with 
places  which  do  hot  pay  more  than  850fJ  or  $1000 
a  year  1     If  persons  high  in  ofBccJ  lise  their  i>o»i- 
tion  to  make  jnoliey,  however  honestly,  will  not 
those  who  have  Jess  pay  artd  no  ho^ior,  in  the  sub- 
ordinate stations;  learn  to  do  the  sime  thing,  and 
will  they  not  justify  such  conduct  Ito   themselves 
by  the  example  (f  those  above  thc|n,  so  as  to  feel 
in  a  measure  jusi  ified  in  their  deliuliuencies  ?    We 
put  it  to  every  s<  nsibie  man  whether  this  is  not  soi 
and   whether    si  bordinatcs  can   ije   exj»ected  to 
work  with  an  eyf ;  single  to  the  goo  i  of  the  compa- 
ny, if  their  superiors  do  not.      Uo;8  not,  in  fact, 
the  tendency  to  c  emoralization,  fro  n  those  high  to 
those  low  in  autl  ority,  proceed  in  >  geometrical  ra- 
tio, and  is  not  a  reputation  for  the  sternest  int<gri- 
ty,  a  necessary  e  ement  in  the  ctni  racti-r  of  every 
man  placed  at  tht  head  of,  or  in  aoy  responsible  po- 
sition in,  a  railroid  company. 

i' 

The  Short  LiHe  RiillivMy  CJoinpanyr. 

The  Directors  of  this  company  (obgani/ed  under 
the  General  llaijroad  Law  of  Intjana),  met  on 
Monday  last  at  lie  Palmer  Housej  in  this  city, 
and  organized  l>v  the  election  of  J<Jin  H.  Itradley 
for  President ;  J«hu  Wooley,  for  Treasurer  :  and 
Dr.  John  M.  K^hcn,  for  Seci-etarj  ;  and  adopt- 
ed resolutions,  to  make  their  line  "ko  to  connect 
with  other  rojids,  as  will  make  it  of'  much  imi»or- 
tance  to  thecitjs  and  at  the  sjime  tine  a  very  ad- 
vant.igeous  auxilary  to  the  roads  which  it  will 
connect. 

This  road  will  commence  at  thd  track  of  the 
Lawerenceburg^nd  Upi>er  Mississifipi  raiirond,  at 
or  near  the  to^vwof  Hunterville  in  fVankliii  county 
— and  run  directly  towards  Cincinnati,  to  the 
State  Line  at  or  near  the  town  of  garrison,  Ohio, 
so  as  to  meet  aim  there  join  with '  the  pro|n>sed 
right  line  road  from  Cincinnati  to  (ndianapolis — 
thus  making  an  Almost  direct  lino  from  Greens- 
burg  tuCincinnatii,  and  carrying  Citcinnali  travel 
from  this  point  over  sixty-five !  miles  on  tho 
Lawrenceburg  railwaj*.  Tlie  Directors  of  the 
Company  are  all  Btockholders  in  Itie  Lawrence- 
burg railroad,  and  desirous  of  course  to  make  that 
road  as  advantageous  as  possibleJ  and  by  this 
connection,  when  completed,  will  no |Joubl  succeed 
in  doing  80.  j 

The  Board  of  Directors  is,  Abnillam  L.    Vooh- 


case  with  c.Vy  directors,  does  it  not  become  still  ers,  ThomiW  A.  Morris,  William  Slieets,  Cbarlci 
more  hnportant  that  they  should  have  jissociated  w.  Parry,  Lawrence  M.  Vance,  John  Woolly,  John 
With  them  persons  who,  from  their  position,  are  M.  Kitchen,  and  John  U,  firadlej-. 


[■iLi^Huiai.  i|  vj  i^jij  IUI1II.I  ail  .jipe«iP^w«9^sp!Hppispqii^m9«)iniu>|i!/i)^ 
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Col.  Thom.is  A.  Morris  is  tiie  Chief  Engineer. — 
Iit'/iana  Stuh  Juunial. 


American   Railroad  Journal 


Saturday,  Juljr  93,  1853. 


Crystal  Palace. 

The  "Crystal  Palace''  was  opened  with  "itppro- 
priato  ceremonies"  on  the  14th  inst.  We  were 
present  at  ihc  inougnrotion,  but  as  weha^e  not 
visited  it  since,  it  would  be  tiseless  as  well  is  \\n 
fair  to  attempt  to  speak  of  the  ''  E.rhihUioii'  as  it 
then  appeared.  But  few  articles  were  in  their 
jilaci's,  and  wc  presume  it  will  be  some  six  vet'ks 
or  two  montiis  before  the  affair  may  be  tunned 
(ompleUfl.  The  articles  displayed  did  not,  vo  are 
satisfied,  give  a  fair  idea  of  what  the  exhibii  ion  is 
to  be.  They  were  generally  articles  of  luxury, 
evidences  of  the  i)erfection  to  which  usefijl  arts 
may  be  carried,  a  result  alike  injurious,  as  socio  y 
is  at  present  constituted,  both  to  the  producer  and 
consumer,  oi>pressing  the  former  and  em.iscu  ating 
the  latter.  Still  pirfrrtion  is  valuable  as  a  tijpc, 
no  matter  what  it  costs,  and  the  symbols  pi  esen- 
ted  at  the  Crystal  Palace  cannot  fail  to  ej  ert  a 
salutary  influence  in  elevating  the  standard  of  ideas 
and  taste.  We  should  like  to  have  seen  a  1  »etttM- 
tlisplay  of  aid  to  labor,  Compamona  of  ioW.  than 
the  mere  results  of  toil,  which  the  rich  oni-  can 
enjoy.  Cut  we  cannot  have  every  thing  at  once, 
and  we  must  be  content  to  wait  in  expectation. 

From  appearances  we  are  satisfied  that  oi  r  ar- 
tizans  are  backward  about  forwarding  articles  for 
exhibition.  All  that  wc  saw  were  such  .is  p  irties 
brought  there  for  the  purpose  of  advertising  their 
Avares.  We  are  convinced  that  the  appeal  nade 
to  our  domestic  artizans,  mechanics  and  macufac- 
turers,  lias  not  been  responded  to  by  the  jreat 
mass  of  them.  There  has  been  nothing  in  the 
mode  in  which  the  exhibition  has  been  got  i  p,  to 
insi)irc  their  confidence  and  secure  their  co-o  aera- 
tion. The  very  men  to  whom  the  chief  mauagc- 
ment  of  the  exhibition  should  have  been  entristcd 
have  been  entirely  excluded  from  the  directi  )n. — 
The  leading  object  of  its  getters  up  was  acon.vier- 
cial  speculation,  and  they  expected  that  our  vari- 
ous industrial  interests  would  contribute  ar  ides 
enough  to  make  the  show  an  attractive  one, '  k  Idle 
they  could  pocket  the  profits. 

We  think  they  have  made  a  great  mistake  even 
in  a  pecuniary  point  of  view.  Their  first  aim 
should  have  been  to  have  given  to  the  exhibition 
the  stamp  of  nationality,  to  have  made  it  mu  ;h,  a 
Boston,  a  Philadelphia  and  a  Baltimore  as  a  New 
York  exhibition.  Instead  of  pursuing  such  a 
policy,  no  etibrt  has  been  made  to  disarm  the 
jealousy  these  cities  naturally  entertain  tovard 
the  latter,  and  the  great  body  of  their  mechanics 
are  not  at  all  disposed  to  contribute  to  an  ex  libi- 
tion,  the  whole  tendency  of  which,  in  the  opinions, 
to  glorify  New  York  and  fill  the  pockets  o'our 
capitalists.  So  deep  is  this  feeling,  we  may  say 
that  with  the  great  mass  of  our  mechanics  and 
artists,  the  exhibition  is  reirardcd  with  entir?  in- 
difterenee.  Whelh«r  this  indifferenee  can  bi  re- 
moved remains  to  he  seen,  unless  it  is  cc  tain 
that  the  exhibition  will  be  lar  from  rcpresenUtting 
the  highest  achicviuients  of  the  industrial  inter- 
ests of  this  Country. 

The  opening  ceremonies  were  in  keeping  ivith 
the  ma'nnertho  cojioeni  has  thus  far  been  manajged. 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence. . .  Maine. 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .       " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...      " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Pii-ssumpsic. .     Vt. 

Rutland " 

Vermont  Central " 

Vermont  .and  Catiada "  ' 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eivstern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  ..      " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma-ssachusetts . .       " 

Worcester  and  Nashua " 

Western " 

Stoningtou R.  L 

Providence  and  Worcester...       " 

Canal Conn. 

Hartford  and  New  JIav(>n " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer  " 
New  York  and  New  Haven. . .       " 

Naugatuck " 

New  London  and  New  Haven.      " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City. .   N.  Y. 
IJuttalo,  Corning  and  N.  York.      " 

Buftalo  and  State  Line " 

Canand.iigua  and  Niagara  F . . 

Catiandaigua  and  Elmira 

Cayuga  and  Suscpiehanna 

Erie,  (Nt-w  York  and  Erie). . . 

Hudson  River 

Harlem 

Long  Island 

New  Vork  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse. 

Plattsburg  and  Montreal.... 
Rensselaer  and  Saratoga .... 

Rutland  and  Wa.shington 

Saratoga  and  Washington. . . . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex , 

New  .Jersey 

New  Jei-sey  Central 

(Cumberland  Valley 

Erie  and  North  E.-ust 

Harrisburgh  and  Lancaster. . . 
Philadelphia  and  Reading. . . . 
Pbilad.,  Wilraingtoa  and  Bait. 


O 

M 


II 


N.J. 


Penn. 


150 

55 

72 

51 

20 

93 

35 

54 

82 

24 

15 

47 

26 

61 

120 

117 

47 

51 

24 

28 

88 

53 

69 

28 

62 

75 

42 

66 

20 

20 

45 

'12 

77 

45 

155 

50 

40 

45 

6i 

HO 

50 

66 

61 

62 

55 

64 

91 

132 

69 

50 

47 

35 

464 

144 

130 

95 

504 

118 

36 

23 

25 

60 

41 

32 

39 

96 

05 

45 

31 

63 

66 

20 

86 

95 

98 


2 

a, 


.a 

•O 

OI 

e 

3 


la 

O   3 
o , 

H 


1,417,587 

809,378 

870,741 

1,356,500 

227,981 

1,649,278 

1,485,000 

2,078,625 

3,016,634; 

717,543 

000,000 


3,000,000' 
905,300: 

800,000; 

123,884! 
291,200 
622,200| 

none.  I 
720,900 


4,649,392 
1,994,429 
2,180,000 
1,459,384 
In  progres 
2,540,217 
1,485,000 
3,002,094 


c 


P-S 


O 


1,097,600 
2,486,000 
8,500,000 
1,500,000 
392.000' 


none.     1     661,214 

, I  1,400,000 

673,500 

550,000'  1,746,516 
2,429,100  5,577,467 
3,500,00012,000,000 
I  1,500,000 

700,000l 


1,830,000 
4,076,974 
3,160,390 
4,500,000 

421,296] 
1,591 ,100| 
2,850,000; 
l,050,000j 
3,540,000 

500,000 

547,016 
1,964,070 

250,000 
2,140,536 
1,134,000 
5,150,0001 


150,000' 

3tH),000| 

425,000 

171,800 

193,600l 

500,000! 

none. 

112,305 

none. 

819,743 

282,300| 

none. 

1,001,5001 
171,2101 

6,319,620 


1,996,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,623,073 

520,476 
1,245,927 
2,293,634 

307,136 
3,203,383 
1,321,945 
9,953,759 


1,457,500,      300,000 


3,000.000 


558,861 
3,000,000 

926,000 

750,-500 
2,121,110 

900,000 


879,636 


472,000 


1,731,498 


2,500,000 
In  progres 
800,000;  1,511,111 
1,641,000;  4,978,487 

440,000l 

650,000   1,380,610 

701,600]  2,596,488 

1,550,000  2,560,500 

In  progres 


872,000 


1,921,270 
In  progres 
425,.509!  582,400  987,627 
687,0001  400,000  1,070,786 
9,612,995  24,003,866  31,301,806 


200,233 
131,006 
133,338 
208,669 
15,694 
150,538 
305,805 
287,768 
328,782 


132,645 


496,39; 


Leased  to 
Recently 


388,108 
659,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
674,574 
164,230 

67,261 
322,213 
137,406 
218,679 
162,109 
,339,873 


253,690 


600,408 
329,041 


s 
1  • 

S5 


M 

S 


'  a 

V 


2 

m 

o 

o 

.2 
'u 


inone 

.......  jnone 

'none 

:  6 

none 

79,659  none 
141,836  8 

65,266:  6 
163,076  5 

:  61^ 

51,513:  8 

jnone 

none 


none 

266,539  none 


the  Vt.  C  ent 
opened,  'none 


96 
30 
40 

100 
40 
414 

108i 

68' 
964 
109 

9* 

44 
324 
175 
102 


none 


130,881;  1)4 
338,215  7 
227,434!  6 
331,296  7 
30,066!  2y. 
72,028  6  " 
241,017;  1}4 

99,589,  8 
232,7871  6 
43,960:  7K 
23,415-none 
101,510none 
24,399  8 
18,648  none 
66,900  4>^ 
683,194:  6>^ 


139,514,  6 
10 


98 
,106 
1  85i 
'1014 
!  40 
!  67 

94i 
104 

99  J 
117 

63 

90 

is' 

594 
98i 
67i 


332,223inone 

168,902lnone 

69,6291 jnone 

114,410 1.... 

806,713  428,173'  7 


Recentiv  opened,  none 

267,561;    116,965,  i% 

Recently  jopened.    none 

I iuone 

Recently  opened.     .... 


126 


105 


45 
55  i 
85 
65 
13a 


3,740,515, 

4,725,250 

1,875,148 

22,858,600 

1,578,311 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

783,960 


7,046,39610,527,664 

977,463;  6,102,935 

516,246i  2,446,391 
2,111,824 
2,780,760 

201,600 

131,000 
26,000 

400,000 

940,000 

100,000 


76,7601      39,360|none 
74,241 1     23,496  none 
3,537,7661,691,623    7 


1,063,669 
681,446j 
205,068i 


338,783;  none 
324,494:  6 
44,070  none 


4,933,029    480,128    195,838;none 
607,803|      90,616{     43,609|  4 
349,775|Recentlv  |opened.    none 
774,495;    213,078      96,737  .... 

l,250,000;Recentlv  opened.   : 

1,832,9451    173,645,    136,017jnone 
329,577  Recently  lopened.   | . . . . 
700,0001  1,043,357  Recently  opened,   jnone 
050,000j  1,693,7111    225,1521    116,706|  8 
4,327 ,4'^«' 1,388,385     '^-  " 
1,220,326     149,941 1 
3.246,720    603,9421 
2,379,880;    260,899; 
1,265,143'    118,617 
750,000  Recently  'opened,   j . . . 
688,051    1,609,494    200,249|  106,932!  8 
6,656,332 10,427,800  17,141,987  2,480,626  1,251,987:  7 
8,850,000^  2,103,276,  6,813,839,   067,786    383,601  6 


■-•■;  ■s.ii 


68 

77} 
73 
64« 
354 
1194 
39} 
70 


128,000 

476,000 

,500,000 

13,000 


478,41310 
79,252i  4 

316,25910 

124,7401 
76,890] 


30 
33 

169" 
150 

148 


m 


125 

92* 
74 
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Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — an  a  par  valuation  o/SlOO. 

I         I        a 


NAME  OF  COMPANV. 


c 

«J 

o 

Cu 

o 

*~rt 

00 

iS 

Cj 

o< 

"^. 

cS 

1^ 

O 

Pennsylvania  Central Penn.  250   9,768,155 

Philadelphia  and  Trenton "     ;  30  ! 

Pennsylvania  Coal  Co "       47  I 

Baltimore  and  Ohio Md.   381   9,188,300 


Washington  branch ' 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va, 

Manassas  Gap 

Petersburgh 

Richmond  and  Danville " 

Richmond  and  Petersburgh 
Rich.,  Fred,  and  Potomac . . 

South  Side 

Virginia  Central 

Virginia  and  Tennessee 

Winchester  and  Potomac. . . 
Wilmington  and  Raleigh . 


13 


p  a 


c 

09 

o 

o 


go 
be 


iz; 


c^ 

en 

no 

00 

rH 

.» 

ao 

•e 

,  ;» 

a 

0 

V 

13 

a 

u 

> 

5,000,00013,600,0001.943,827     617,625 


8   1,650,000 
57 
65 
27 
64 

73  11,372,324 
22  1  685,000 
76  1,000,000 
62  11,328.722 
107  1,400,100 
00  3,000,000 
32  I  180,000 
N  .C.  161  il, 338,878 


Nashville  and  Chattanooga. 
Covington  and  Lexington . 
Frankfort  and  Lexington. . 
Louisville  and  Frankfort. . 
Maysville  and  Lexiington. . 
Cleveland  and  PiUsburgh . 


Ky. 


191 

211 

101 

71 

50 
55 
93 
33 
88 
60 
80 
125 

'29' 
65 


3,100,000 
4,000,000 
1,214,283 


II 


Cleveland,  Painesv.  and  Ash. 

Cleveland  and  Columbus 

Columbus,  Piqua  and  Indiana 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

MadRiver " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine 

Lawrenceburg  and  Ind 

Lafayette  and  Indianapolis .. .  " 

Madison  and  Indianapolis ....  " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago '• 

Chicago  and  Mississippi " 

Illinois  Central Ill 

Galena  and  Chicago 


Ohio.  100 
71 
135 


61 
60 


9,827 ,123' 19,542,307  1,325,563'  615,384  7 
1,650,0001  348,622'  216,237.  8 
I   413,673:    152,536j.,. 

In  prog.     ; I j  •  •  - 

In  prog.     : 


200,000 


r)0:l,006 
800,000 


99t 


72i 
42 


In  prog. 
l,100,000i 
1,5:51,238. 

In  i>rog.     ; . 


122,801 
254,376 


446,036IIn  prog. 
1,500,00(1  In  prog. 


176,485 


74,113  none 
113,256   7 


Charlotte  and  South  Carolina.  S.  C.  HO 

Greenville  and  Columbia "      140   1 ,004,231 

South  Carolina "     242   3,858,840 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     "- 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 


120,000 
1,134,698 


300,000 
3,000,000 


4l6,o3:i 
2,965,574, 


74,902  none 

none 

89,776' 12 

510,038j    153,898   6 


586,887 


776,259 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

857,218 


1,239,450 


40 

20 

36 
31 
37 
84 

1167* 

I  67 


1,694,000 
310,666 


2,370,784 

900,000 

1,860,500 


187 


1,750,700 


87 
54 
81 


II 
II 


131 
83 


02 
88 
40 

72 


92 


i 


Michigan  Southern Mich.  815 

Michigan  Central "     |282 

Pacific Mo.  1.... 


306,187 

1,214 

168,000 


150,000 
400*666 


541,000 

8.50,000 

1,100,000 


In  prog.      1 •  • 

7,002,39c  l,000,717j   609,711    7 
In  i»ro£r.      ' . . 

8,378,132    945,5081    508,625   8 
I    934,4241   456,468   1)4 

1,596,283:   296,5841    153,697    9 

In  prog.     I I . . 

743,525!    129,895!      71,535   8 

In  prog.      ; 

In  prog,     j 

In  prog.     I 

1,330,960    178,542 


100 


125 

ii7 

109* 


1,371,000 
'*'40'8,266 


906,000 
'5*50',666 


1,000,000 


552,000 
1,092,137 


1,650,000 
632,387 


2,450,000 


800,000 
119,600 


750,000 
*6*63,i66 


In  prog.     ! 

In  prog.     I 

In  l)rog.     I 

584,902; 


76,079   8 


87,421      44,250 


In  prog. 
2,963,756 


3,655,000 
In  prog. 


194,429 

777,793 


123,306   6 
483,454  12 


2,600,000    32i;7931    200,967 

In  proj 


925,000  Recently  opened. 
In  prog 


In  prog. 
2,634,157 
1,855,000 


In  prog. 


526,746    314,670   10 


The  great  object  seemed  to  be  tojglorify  militia  of- 
ficers and  i>oliticians.     Such  a  jjeison  as  a  mechan- 
ic or  artisan,  were  niriofities  not  Exhibited  on  that 
occasion.    The  existence  of  sudh  persons  were 
recognized  neither  in  the  proceedings  nor  si>eech- 
es.     Now  all  this  was  very  1)ad  ^aste  to  say  the 
least.  Why  a  grand  military  part^e  was  consider- 
ed as  the  appropriate  and  leadine  feature  of  the 
itiavsinafion  \h  more  than  we  qan    divine.      In- 
stead of  displaying  emblems  of  war,  which  is  the 
destroyer   of  all  the  beneficent  nrts  of  life,  those 
only  shouM  hlive  been  seen,  which  are  emblemat- 
ic of  a  condition  of  things  in  tlie  highest  degree  fa- 
vorable to  ))rOgress  and  iierfeltion     in  scicDoe; 
and  art ;  and  the  person  craicncr^  with  the  highest 
honors,  shoulil   have   been  the   Jjnc  mosi  distin- 
guished for  his  achievements  in  {nhatevcr  is  most 
useful  to  hi^  ftllow  man.     But  vc  have  not  yet 
outgrown  the  t-entiment  which  honors  the  destroyer 
when  living,   and  canoni/.cs  him  jwhcu  dead.     W« 
think  the  ceremonies  of  inauguration  should  have 
been  of  a  very  different  characteij,  and  would  have 
l>een,  had  they  been  in  the  handif-  of  i)ariies  who 
understood  the  true  character  an^  mission  of  art. 

There  is  oqc  thing  that  calls  for  UDijualified 
praise — the  huHdin'j.  In  its  dqsign,  in  propor- 
tion, in  arrangement  and  finish, ;  it  api>ear8to  us 
to  display  the  highest  skill  and  4rill  well  repay  a 
visit  from  any  part  of  the  couutrj. 

The  exhibition  will  in  the  main  be  attractive  not- 
withstanding the  errors  that  have:  1>een  committed. 
It  is  not  yet  too  late  to  correct  nlany  of  them  and 
should  the  directors  learn  wisdomjfrom  experience, 
they  may  be  able  to  recover  miich  of  the  ground 
they  have  losL      Let  us  wait  fmd  sec. 


^. 


:[ 


80 


98  i 
132* 


115 

'so" 


1194 


In  prog 


Recently  opened. 


1,317,140  Recentlv  opened 

1,257,714    237,506    135,363   16 
In  prog.      ! 


160 


^Recently  <^ned . 


In  prog ' 

Recently  opened 

2,400,000  516,414  268,075  10 
In  prog j 

1,353,019    105,944;      71,446   4 


75 
'97" 
108 


1,932;361|  500,000,In  prog.  473,548.  286,152.... 
2,499.410  2,629,000;  6,430,246  592,187  293,046  . . . . 
4,000,000  4,067,396;  8,614,193 1 ,    8 

' ]•'• • J — 


|186 
125 
128 
1161 


Sto«k  and  Moacy  Mlrkct. 

The  past  has  been  a  dull  and  ipactive  week  in 
the  stock  market.  The  season  is)  of  course,  unfa- 
vorable to  activity,  but  there  is  o^ore  than  ever  a 
disincliuation  to  enter  into  new  <)outracts  till  the 
future  shall  be  more  plainly  indic^ited.  The  state 
of  aflfairs  in  Europe'  attracts  much  jattention,  and  is 
not  without  it«  influence.  AUhoiigh  far  removed 
from  the  scene  of  hostilities,  and  inenungled  witli 
any  of  the  questions  which  are  nojv  disturbing  Eu- 
rope, there  can  Ijc  no  doubt  th^t  our  interests 
would  be  injuriously  affected  by  a  (war.  The  pros- 
pect of  one  has  already  slightly  depressed  quota- 
tions, indicating  the  effect  that  actual  e.\istet:ce  of 
hostilities  would  have.  Of  the  fancy  stocks,  the 
"Crystal  Palance"'  has  receded  thq  most  rapidly, 
having  fallen  some  10  or  15  per  cefct.  since  the  in- 
auguration. Erie  is  also  very  weak,  with  a  down- 
ward tendency.  Fancies,  in  fact,  kre  not  at  all  in 
vogue  at  the  present  time.  Th^  quotations  for 
some  securities  do  not  materially  jdifler  from  our 
ast.  ',.  j 

The  bond  market  is  not  activej  but  prices  are 
well  sustained.  Of  first  class  secuHtiesthe  supply 
does  not  exceed  the  demand.  >4oney  continues 
abimdant,  and  an  active  business  iieason  is  antici- 
pated for  the  coming  fall.  j 

The  negotiator  of  the  New  Orleaps,  Jackeon  and 
Great  Northern  soon  goes  to  England.  So  does 
the  Mobile  and  Ohio,  for  $.6,000,()0(>.  Should  these 
be  negotiated  there,  this  will  relie"ie  our  domestic 
market  of  so  modi. 

The  consolidation  of  the  ToledoJ  Norwalk  and 
Cleveland,  the  junctiun  road  have  been  effected, 
which  have  exicited  a  most  favorable  influence 
upon  the  stocks,  particularly  of  the  former,  which 
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has  gone  to  a  high  fignre.  The  great  value  jf  this 
stock,  will  undoubtedly  have  the  effect  to  carry 
the  bonds  of  the  Company,  which  are  7  pei  cent, 
first  mortgage,  to  a  high  figure.  They  have  been 
selling  as  low  as  paid  although  there  is  no  petter 
Railroad  security  in  the  United  Stales. 

The  earnings  of  the  Michigan,  Southeri  and 
Northern  Indiana  Railroad  for  June  shows  a  very 
large  gain  over  last  year,  and  an  excess  of  some 
S30,000  on  the  estimate  viz  : 

Passengers  and  Mails $94,' 

Freight  and  Miscellanous 53 


,6^ 
9!9 


6)8 


08^42 


Total $148, 

June,  1852. 

Passengers  and  Mails S46,609  17 

Freight,  &c 27,18o  17     76,7$4  34 


Increase  over  95  per  cent.  $71,8T4  08 

The  road  was  opened  through   to  Chica  »o  in 

May  of  last  year. 

The  tolls  collected  on  all  the  canals  of  thiajstate 
in  each  of  the  following  years,  viz  : 

•  1st  week  ill      Total 

'  July.  Jul3 

1846 862,559 

1847 107,()98 

1848 68,168 

1849 84,764 

1850 66,179 

1851 82,827 

1852 81,266 

1863 86,459 

A  comparison  of  receipts  for  two  years  to  July 

7,1852,  and  1853,  showing  the   general   course  of 

trade  is  as  follows : 

1853 


t. 

$1,0111,234 
1,412,020 
1,071,705 
1,098,301 
98i,6G0 
1,212,147 
1,031,262 
1,07J,656 


65 

87 


.  1852. 
Onupfre't 
and  mer- 
chandise. $268,894    S322,899 
On    down 
do.  from 
other 
states. . 
On down do 
from  this 
state . . . 


Dec'se.     In  cr'se. 


429,092      420,527      $8,566 


333,276      330,229        3,047 


Total.... $1,031,262  $1,073,655  $11,612  $5|j,005 

,612 


$51,005 


\ 


Increase $4i,393 

The  recepts  at  tide-water  of  flour,  wheat,  corn 
and  barley,  for  the  2d  week  of  July  in  185;;  and 
1852,  have  been  as  follows : 

Flour,        Wheat,  Corn,     Bjirley, 

bbls.           bu.  bu.          |)u. 

1858....     76,346        169,118  148,286 

1852....   109,822        212,506  204,087          20 


Dec....      33,476         43,388  60,801 

The  aggrogiites  of  the    receipts  of  the 
articles  so  far  for  the  years   1853  and  1852, 
been 

Wheat,  Corn, 

bu.  bu. 

1,748,864        796,062  15fe 
1,575,542      2,268,289    7^ 


Flour, 

bbls. 

1853....  970,846 

1852...  1,249,691 


20 

ajbove 

have 

Bi  rley. 


for 


171 


Dec. .  .  272,345  Inc.  168,322  De.l, 502,227  In.7 

The  amount  received  for  the  week  and 
season  to  the  15th  iust.,  during  the  following 
was — 

1863 97,928 

1852 88,681 

1851 85,819 

1«50 66,752 

1849....  •••• 76,843 

1848 , 70,220 

1847 111,462 


1 

1.1 
1 

1; 

1,17 

1, 
1. 


13 

,297 
,055 


441 

623 


,483 
The  receipts  of  the  PeQusylvaoia  B&ilroajd  for 


lu. 


,478 
,297 


,182 
the 


rears 


,583 
,943 
966 
411 
3,146 
,926 


the  months  of  June,  and  the  total  since  the  Ist  of 
January,    as  compared   with   the   corresponding 
period  last  year,  are  as  anne.ved  : 
Reccints  for  the  month  ending  June 

30th,  1853 $156,078  59 

Same  month  last  year 122,152  88 


Increase $  34,825  76 

Receipts  from  Januaiy     1,  1853,  to 

June  30, 1853 $1,451,131  63 

Same  period  last  yeor '.     980,143  03 


Increase $470,988  65 

The  receipts  of  the  Cleveland,  Columbus  and 
Cincinnati  Railroad  for  June,  and  the  year  end- 
ing June  30th,  were  : 

June,  1853 $91,-366  58 

June,   1852 73,693  61 


Increase $17,772  97 

For   six     months    ending 

June  30th,  1853 $485,766  29 

For    six    months    ending 

June  30th,  1852 295,535    95 


Incre:ise $190,230  34 

Total  reteipts  for  year  en- 
ding June  30th  1853 $1,000,408  63 

The  June  earnings  OS  the   Ogdensburg  Railway 
were  !is  follows : 

Freight $39,046  53 

Passengers 11,041  43 

Miscellaneous 951  40 


Total $51,039  36 

In  the  same  month  of  1852 48,167  94 


Gain $2,871  42 

The  recepts  of  the  Ohio  and  Penssylvania  Rail- 
road contiimu  to  show  a  gratifying:  increase  as 
compared  with  last  year.  Aimexed  arc  the  com 
parative  figures  for  June  and  for  the  first  six 
months  of  the  year: 

Receipts  in  June,  1853. $55,214,04 

Receipts  in  June,  1855 21,716,00 


Increase $33,628,04 


First  six  months  in  1853 $242,178,28 

First  six  months  in  1852 78.700,87 


Incre;isc $143,477.87 

Number  of  passengers   carried  in   the  first  si.\ 

mouihs  of  1853  151.838. 

Being  equal  to  an  average  of  nearly  1,000  p.-is- 
sengers  per  day,  the  road  not  running  on  Sunda\s. 

The  Cheshire  railroad  receipts  for  6  months  end- 
ing Mav  31,  were  for  1853 $142,609  63 

For  18o2 118,890  25 


Increase $13,779  43 

The  increase  in  June  was  $2,801  21. 

The   receipts  of  the  Louisville   and   Frankfort 

railroad  for  the  month  of  June  were  $18,561  98. 

and  for  the  corresponding  month  last  year,  $13,- 

418  72,  siiowing  a  gain  this  year  over  the  last  of 

$6,123  46. 

The  receipts  for  ihe  year  ending  with  the  30th 

June  were  $205,791  12,  against  $167,920  25  for 

the  previous  year — excess   this   year  $37,870  87. 

The  expenses  for  the  year  have  been  about  $130,- 

000. 

Cleveland  and  MThceling  Railroad. 

The  contractors,  on  the  7th  inst.,  broke  groimd 
I  on  the  Cleveland  and   Wheeling  road,  at  Bridge- 
jport,  opposite  Wheeling,  and  the  work  on  that  sec- 
tion, as  well  as  all  the  others,  will  be  vigorously 
pressed  to  completion. 


Tlie  Southeru  Hichlgan  Railroad 

The  earnings  of  the  Michigan   Southern  and  N. 
Indiana  railroad  companies  for  May  were  : 

From  passengers  and  mails $93,557  50 

From  freight  and  miscellaneous 51,947  93 


Total $145,506  42 

The  gross  earnings  for  five  months  ending  31st 
May  were  $453,861  27. 

The  earning  lor  11  months,  being  from  the  time 
of  opening  the  road  to  Chicago,  have  been  $968,- 
532  75. 

The  fiscal  year  closes  on  the  80th  June,  instant, 
and  from  present  indications,  the  total  ^ross  earn- 
ings for  the  year  will  exceed  $1,100,000. 


South  Carolina  Railroad 

The  recent  semi-annual  report  of  this  company 
gives  the  following  statement  of  its  afiairs  for  the 
past  six  months : 
The  gross  receipts   of  the  road,  as 

shown  by  the   Auditor's  statement 

have  been $618,501  60 

Current  e.xpenses,    including   outlay 

for  new  Bridge  at  the  Cougarec 268,732  18 


Net  profit '. . . .  .   349,709  42 

Interest  paid  on  foreign  and  other  debt, 
damages,  etc 109,790  34 


Net  income  for  last  six  months 246,979  08 

Dividend,  4  per  cent,  declared  for  last 

half  vear 155,688  00 


Surplus  appropriated  to  property  ac- 
counts     $91,291  08 

The  amount  to  the  credit  of  the  property  account 
has  been  increased  $179,410  33.  The  increase  has 
been  in  engines,  cars,  land,  projjerty  on  Cooper 
river,  etc. 

The  amount  of  the  debt  has  been  increased  $74,- 
579  25,  a  large  portion  of  which  is  by  bonds  is- 
sued for  double  track. 

The  outfit,  it  api)ears,  consists  of  54  locomotives, 
23  passenger,  15  second  cl.iss  passenger  and  bag- 
gage cars,  and  610  freight  cars,  valued  at  $042,- 
814  90.  In  addition  to  the  above  13  freight  en- 
gines and  100  freight  cars  have  been  ordered,  de- 
liverable from  first  July  1853  to  first  January, 
1854. 

The  road  from  Charleston  to  Hamburg  was  re- 
built and  new-ironed,  mostly  in  1850  and  1851,  and 
has  been  in  a  state  of  progressive  improvement 
ever  since,  until  it  is  now,  says  the  president,  infe- 
rior to  no  road  in  the  United  States. 

In  the  course  of  his  report  president  Conner 
says: 

An  agreement  has  also  just  been  concluded  wi(h 
the  Wilmington  und  Manchester  road,  for  con- 
structing a  new  road  and  bridge  over  the  Wateree 
Swamp  and  River,  at  the  joint  expense  of  the  two 
companies,  and  for  running  thiir  trains  to  our 
junction  of  the  Columbia  and  Camden  roads,  and 
establishing  their  joint  depots  for  the  common  use 
of  the  two  companies. 

The  Charlotte  road  is  erecting  their  own  plat- 
forms and  depots  at  thei.'junction  with  us,  a  mile 
and  a  half  below  Columbia,  and  to  which  the 
tracks  and  other  regulations  of  the  South  Carolina 
railroad  will  be  made  to  conform. 

In  addition  to  these  arrangements  by  which  the 
public  interest  will  be  so  much  subserved,  it  is  to 
be  hoped  that  the  still  greater  facility  will  not  be 
much  longer  delayed  of  running  the  trains  of  all 
connecting  roads  in  connection  together,  so  that 
passengers  may  proceed  directly  on  from  road  to 
road  without  detention  or  delay. 

With  the  Georgia  railroad  in  Augusta,  arrange-  . 
ments  have  been  made,  with  a  view  to  greater  dis-  •  * 
F)atch  to  through  goods  for  building  a  plank  road  • 
from  our  through  depot  to  theirs,  a  distance  of  a*'^- 
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bout  600  feet,  and  the  work  is  nearly  if  not  quite 
done.    . 


Coke  a  Pnel  for  Liocomottvea. 

We  learn,  from  the  Cumberland  Miners' Journal, 
that  the  experiments  with  Coke,  as  a  fuel  for  the 
passenger  engines  of  the  Baltimore  and  <Jhio  rail- 
road, continue  highly  successful.  A  few  nights 
since  the  train  for  Baltimore  was  run  through  from 
C  uraberland  with  no  other  fuel ,  and  notwithstanding 
the  detentions  by  burthen  trains,  amounting  in  the 
aggregate  to  near  an  hour,  yet  the  time  required 
by  the  schedule  was  easily  made.  There  was  not 
only  an  abundance  of  steam,  but  almost  more  than 
the  engineer  could  manage.  In  fact  it  is  now  de- 
monstrated that  Coke  is  not  only  far  superior  to 
wood  as  a  fuel  for  locomotives,  but  that  it  can  be 
used  at  one  lialf  the  cost.  Such,  we  understand, 
is  the  conclusion  at  which  the  railroad  company 
have  arrived,  and  accordingly  have  ordered  the 
employment  of  Coke  on  all  their  passenger  loco- 
motives as  soon  as  the  necessary  alterations  in  th« 
grate  bars,  &c.,  can  be  effected.  In  the  mean 
time  Coke  has  been  sent  to  many  of  the  northern 
railroads  from  this  region,  with  a  view  of  its  intro- 
duction also  in  that  quarter. 

It  is  evident  that  a  great  revolution  is  about  to, 
take  place  in  the  fuel  employed  in  the  propulsion 
of  locomotives.  Coke  made  from  the  coal  of  the 
Cumberland  region,  will,  in  a  short  time,  be  sub 
stituted  for  wood  on  all  railroads  in  the  Atlantic 
States  that  can  obtain  the  requisite  supplies.  This 
we  consider  as  a  matter  that  no  longer  admits  of  a 
doubt. 

We  would  here  remark  that  the  experiments 
with  Coke  on  the  Baltimore  and  Ohio  road  have 
been  made  under  the  direction  of  Thos.  Winans 
Esq.,  one  of  the  directors  of  the  Company,  and 
that  to  his  intelligence  and  energy  is  in  a  great 
measure  due  their  eminent  success. 


Railroad  Items. 

The  Toledo,  Norwalk  and  Cleveland  railroad 
company  have  lent  their  credit  to  the  Cleveland, 
Medina  and  Tuscarawas  railroad,  to  idemnify  the 
payment  of  interest  on  $100,000  of  the  first 
mortgage  bonds  of  the  latter  company,  issued  to 
procure  iron  for  their  road.  The  Cleveland  and 
Columbus  company  endorse  a  similar  amount. 

The  towns  on  the  line  of  the  Wabash  and  Missis 
sippi  railroad  are  subscribing  handsomely  to  the 
construction  of  that  work.      Warsaw   and   Reo 
bnk  have  voted  S100,000  each.      An  individual 
subscription  has  been  made  in  another  town  of 
S75,000. 

Ground  has  been  broken  on  the  line  of  the  Lou- 
isville and  Covington  railroad.  This  road  is  loca- 
ted through  the  center  of  Boone  county,  passing 
within  one  and  a  half  miles  of  Burlington,  the 
county  seat. 

The  Milwaukee  and  Fon  du  Lac,  and  the  Fon 
du  Lac  and  Green  Bay  railroad  companies  have 
consolidated  their  stock  and  elected  the  following 
officers  of  the  new  company. — J.  A.  Hoover,  S. 
H.  Alden,  A.  Finch,  Jr.,  E.  Townsend,  Jas.  H,  Ro- 
gers, Jas.  Kneeland,  Moses  Kneeland,  W.  P.  Flan- 
ders, and  M.  J.  Thomas,  Directors.  James  H. 
Kneeland,  President.  J.  A.  Hoover,  Vice  Presi- 
dent.   James  H.  Rogers,  Treasurer. 

The  construction  of  the  Cincinnati  and  Fort 
Wayne  railroad  has  been  let  to  a  company  of  con- 
tractors resident  in  Central  Ohio,  who  take  $1,- 
000,000  stock  of  the  company  on  the  contract 


The  road  is  to  be  opened  from  Fort  Wayne  to  Win- 
chester in  one  year,  and  the  entire  work  in  two 
years  and  a  half  The  route  of  tliis  road  is  from 
Cincinnati,  via  Hamilton,  Oxford,  Richmond,  and 
Winchester  to  Fort  Wayne. 

The  city  of  Davenport,  Iowa,  has  voted  $75,000 
subscription  to  the  stock  of  the  Mississippi  and 
Missouri  roilro.ad.  } 

The  Logansport  and  Pacific  railroad,  in  Illinois 
has  been  located  through  Middleport,  Monticello 
and  Iroquois. 

Three  hundred  laborers  are  engaged  upon  the 
Chicago,  St.  Charles  and  Mississippi  railroad, west 
of  the  Mississippi.  There  have  been  voted  by  Linn 
county,  Iowa,  $200,000,  and  Jackson  and  Jones 
counties  will  vote  on  a  proposition  to  subscribe 
$150,000  each,  on  August  first.  No  doubt  is  en- 
tertained of  the  successful  result  of  this  proposi- 
tion. 

Forty-six  miles  of  the  Illinois  Central  railroad, 
from  Chicago  to  Kankakee,  were  ready  on  the  11th 
inst.  ■  j.  ■ 

Laborers  on  the  Great  Western  railway  (Canada) 
are  working  12  hours  per  day,  wages,  daily,  fiva 
shillings  currency. 


Maclilnisis  Tool*.  I 

We  woulil  invite  attention  to  the  card  of  Mess. 
Bement,  Colby,  Dougherty  &  Co.,  which  appears 
in  our  present  number.  These  gentlemen  have  a 
fine  shop,  with  an  excellent  stock  of  tools  and 
patterns,  adapted  for  the  construction  of  every 
variety  of  tools  suitable  for  Locomotive  shops, 
and  general  Railroad  work.  Among  these  we 
notice  their  large  lathes  for  turning  engine  drivers 
and  other  large  objects.  Their  pattern,  "  No.  7," 
of  18  feet  bed  and  7  feet  swing,  is  an  improvement 
over  any  other  lathe  ever  made,  in  {is  much  as  it 
will  turn  the  largest  object  it  will  swing;  the  tool 
post  stands  in  its  proijer  position  in  front  of  the 
work,  so  that  any  part  of  the  object  can  be  turned 
and  at  the  same  time  the  tool  post  rests  on  a  solid 
foundation,  so  that  no  jar  or  tremble  is  felt  in  the 
cutting  of  the  tool.  This  lathe  has  three  shears 
instead  of  two.     Its  whole  weight  is  32,000  lbs. 

They  have  also  another  pattern  combining  the 
same  improvements  and  of  larger  size.  "  No  8" 
will  swing  8  feet  4  inches,  and  weighs  40,000 
pounds. 

Their  stock  of  patterns  for  small  athes,  planers, 
drills,  etc.  is  unusually  full,  and  comprises  tools  of  the 
most  improved  design  and  perfect  construction. 

Messrs.  Bement,  Colby  and  Man^hall  were  for- 
merly engaged  with  the  Lowell  Machine  Shop  ; 
Mr.  Bement  having  for  many  years  made  the  draw- 
ings and  superintended  the  construction  of  all  the 
tools  built  by  that  establishment. 

Mr.  Jam^s  Dougherty,  the  Junior  partner  and 
manager  of  tlie  iron  foundry  department,  is  a  gen- 
tleman of  no  ordinary  abilities  in  his  particular 
branch  of  the  business.  From  his  practical  talent, 
experience  and  former  connexion  with  some  of 
the  largest  establishments  in  Philadelphia,  he  has 
earned  a  position  among  the  best  iron  founders  in 
the  country. 

All  the  members  of  this  firm  are  practical  men 
and  superintend  every  department  of  their  works 
in  person.  Their  present  business  is  very  large, 
reaching  full  $100,000  per  year  ;  embracmg  a 
large  local  trade  and  a  very  extensive  and  rapidly 
increasing  business  in  the  South  and  West.  They 
are  making  improTements  and  enlargements  on 


their  present  premises  to  be  enabled  to  leceive 
orders  which  widh  their  former  ropti  and  pressing 
engagements  they  have  been  coi^pelled  to  re- 
fuse. I 

Their  manufattures  have  commanded  and  will 
continue  to  command  a  reputation  )for  excellence  . 
of    design,  materials  and   workmanship,  jWhilo 
their  prices  will  be  as  reasonable  as>  those  of  any 

other  establishment  devoted  to  the^ajne  business. 

—  .  -  -  — — i 

TcnncBse*. 

Daviihan  CoUtify  Court — Raihodd  Bonds. — In 
March  last  a  preposition  to  subscrilie  to  the  stock 
of  the  Louisville  and  Nashville  Raikoad  company 
$300,000,  to  the  Northwestern  Raiit'oad  company 
$300,000,  to  the  Tennessee  and  Alabama  Railroad 
company  $200,000,  and  to  the  tdgefield  and 
Kentucky  Railroad  company  S200j000 — all  to  be 
paid  in  county  bonds — was  submittad  to  the  voters 
of  Davidson  coimty  and  carried. .  |  The  vote  wa.<! 
small ;  and  it  is  contended  that  it  iwas  not  a  fair 
expression  of  the  will  of  the  majority.  Under  this 
impression,  and  with  a  view  to  testlthe  constituti- 
onality of  the  act  authorizing  the  ejection,  a  num- 
ber of  active  citizens  have  declared  their  deter- 
mination to  take  the  question  into  tfai>  circuit  court, 
and  ultimately  to  the  supreme  court  for  adjudica- 
tion. 

In  the  county  court,  which  met  ii  this  city,  last 
Monday,  the  following  resolutions,  brought  before 
that  body  of  sonie  hoejUif-sir  of  thoimagistratesof 
tho  country,  were  adopted  : 

RcMlrrr/.  That  the  dissatisfaction  and  discon- 
tent which  iiervtde  four  fifths  of  the  civil  districts 
of  the  county,  on  the  subject  of  tlie  issuance  of 
the  bonds  of  the  county,  to  certaiii  railroad  com- 
panies, imperatively  call  for  such  Miction  on  (he 
part  of  the  county  court  as  they  niay  rightfully 
take  on  the  subject. 

Resolved.  That  as  the  act  of  th^  last  Legisla- 
ture on  the  subject  of  issuing  the  I  bonds  of  the 
county  makes  no  provision  as  to  jhow  or  where 
the  money  arising  from  the  bonds  cjf  the  county  is 
to  be  expendcdt— requires  no  secuHty — attaches 
no  penalty,  whereby  a  faithful  a|i<l  proper  ap- 
plication of  the  same  may  l>e  secuied — but  with- 
out any  conditions  or  safeguardsj  whatever  re- 
([uires  the  bonds  to  be  delivered  ip  to  the  rail- 
rojid  companies-"we  do,  therefore,  j  disapprove  of 
the  issuance  of  the  bonds  of  the  tounty  to  any 
railroad  company  whatever — and  jflo  hereby  ad- 
vise and  instruct  the  chairman  of  thi:  county  court 
not  to  issue  them.  | 

Resolved.  That  the  provision  ■  contained  in 
the  19th.  section  of  the  act  in  question  which  con- 
templates the  ffrcin;:  of  the  quarterly  courts  to 
levy  taxes  to  meet  the  interest  on  the  railroad 
bonds,  is,  in  our  opinion  unwarranted  by  the  con- 
stitution— and  that  the  duties  re^juired  of  tlie 
county  court  by  «aid  10th  section  wjill  not  be  per- 
formed until  a  decision  of  the  sapH'mc  court  of 

the  State  shall  hnve  so  instructed  ui. 

.,  (    - 

MaUke. 

Androscoggin  and  Kcnnrbec  Railroad. — At  the 
annual  meeting  held  at  WatervilU,  on  the  5tb 
inst.,  the  following  named  gentleman  were  chosen 
directors :  \ 

Wm.  Willis,  and  Ira  Crocker,  Portland ;  A.  P. 
Morrill,  Read  field  .  Ashur  Hinds,  iBenton;  John 
\I.  Frye,  Lewiston  ;  Lysander  Cutlen  Dexter ;  Wm. 
M.  Longley,  Greene.  j 

The  report  exhibit^  an  increase  oi  receipts  over 
lastyear  of$14,fl0,  or  18  per  cenl»  The  aggre- 
gate income  for  Ihe  year  has  lieen  i$140,561 ,  the 
expenses  being  stated  at  $60,507.  The  floating 
debt  is  reduced  to  3191,269,  which  fc  to  be  liruid- 
ated  at  once  by  an  issue  of  bonds. 


I 
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Toledo,    Ilorwalk   and   Cleveland  Railroad. 

TERMS  OF  CONSOLIDATION. 

The  Toledo,  Norwalk  and  Clevelahd  railroad 
company  and  the  Junction  railro.td  company  have 
perfected  their  consolidation,  and  tkeir  officers 
have  executed  the  necessary  instruments 

It  was  found  on  examination  that  the  stock  of 
the  former  company  amounted  only  to  about  two- 
fifths  of  its  cost,  and  that  the  remaindur  was  rep- 
resented by  non-convertible  bonds;  a  ul  that  the 
rise  of  iron  since  its  purchase  amountel  to  nearly 
S3,000  per  mile.  These  advantages  be  ing  eqiiiva 
lent  to  50  per  cent,  on  the  stock,  fairly  iKJlonj;  to 
its  stockholders;  and  it  is  arranged  that  they  re- 
ceive it  by  a  distribution  of  stock  s  ifflcient  to 
eqalize  the  cost  of  both  roads.  The  c(ist  of  both, 
thus  equalized,  will  be  about  S-1,00(]|  per  .mile. 
jh^The  .irrangenients  for  consolidatioh  provides 
th«it  on  the  Ist  September  next  both  companies 
shall  become  one,  by  the  name  of  the  Cleveland 
and  Toledo  railroad  company.  That  the  earnings 
of  the  Toledo,  Norwalk  and  Cleveland  railroad  and 
the  stock  interest  .account  of  the  Junction  railroad 
.are  to  be  made  up  .and  closed  on  the  1st  of  Sep- 
tember, .and  the  amounts  paid  to  the  respective 
stockholders  in  7  per  cent  coupon  bonds  of  (he 
consolidated  company. 

The  con.solid.ated  Company  .agree  to  maintain 
the  present  line  from  Cleveland,  by  Noi  walk  and 
Fremont  to  Toledo,  and  to  open  and  maintain 
the  line  from  Cleveland  by  Sandusky  .and  Port 
Clinton  to  rerrysburgh,  M.aumee  and  Sw.anton, 
with  a  connection  to  Toledo,  and  to  si  rvey  .and 
construct  a  railroad  from  Fremont  toH'ard  Fort 
Wayne,  ,as  early  .as  its  resources  will  .admit. 

The  obligations  of  each  Coi»p.any  ar^  assumed 
guaranteed  by  the  consolidated  Comp  iny.  The 
first  election  of  Directors  lor  the  consolidated 
Company  is  to  be  held  at  Norwalk  on  tfco  '2d  day 
of  September  next,  and  on  and  after  nthat  date 
the  Transfer  Office  and  the  Treasurer's  piDce  are 
to  be  opened  and  kept  in  New  York. 

The  Junction  Ro.ad  will  be  built  on  the  s.ame 
gauge  of  the  Michig.ui  Southern  upon  the  west 
and  the  M.ahoning  on  the  cast,  which,  n-ith  lines 
now  constructed,  will  soon  make  <a  ontinuous 
Hue  of  the  4-8^2  gauge  from  the  Mississ  ppi  River 
to  New^York. 

To  Teledo  .and  Norw.alk  will  remain  ol'  the  4-10 
guage,  being  the  same  of  the  L.akc  Shore  to 
Bnfialo.  The  two  roads  will  thus  be,  under  one 
org.anization,  without  competition  and  in  *  position 
to  command  the  immense  business  of  tie  Michi- 
gan Southern  Road,  .as  well  as  the  Wabash  \alley 
Ro.ad  aod  Eel  River  Road,  now  being  construct- 
ed. 

Central    Illinois  and  Indiana  Head. 

We  have  received  the  following  inform,  ition  con- 
cerning this  important  road,  in  which  the  citizens 
of  Springfield  and  of  Sangamon  County  ire  deep- 
ly interested. 

Two  surveys  have  been  made  from  Lecatur  to 
Inlianapolis,  by  which  the  distance  in  tn  airline 
is  ascertained  to  be  145  miles.  TFie  rep  )rt  of  the 
Engineer  will  soon  be  ready  for  publica  ion,  con- 
taining estimates  for  the  entire  cost  of  c(  instructi- 
on, and  equipment  of  the  ro.ad.  A  fe  v  weeks 
since  the  two  companies  which  were  most  parti- 
cularly concerned  in  the  enterprise,  were  consoli- 
d.ated  and  a   Board  of  Directors   appointed,   con- 


sistinir  of  six  in  this  State  .and   six   in 


Indiana. 


Judge  Roach  has  .accepted  the  Presidency  of  the 
Board,  having  resigned  his  scat  upon  the  bench  of 
the  Supreme  Court  of  Indiana  for  that  purpose. 
Governor  Wright  and  other  distinguishe(  citizens 
of  Indiana,  are  .actively  engaged  in  behalf  of  this 
road,  and  strong  efforts  will  be  made  to  complete 
it  at  au  early  perio<l. 

This  i-oad  will  be  one  of  the  great  big  iways  of 
the  nation.  It  will  bo  iu  .ajdirect  line  wit  i  Harri 
burgh,  Wheeling,  Columbus,  ludian.apoli) ,  Sprini: 
field,  Hannibal  and  St.  Joseph,  and  should  meet 
whenever  opportunity  is  attbrded,  with  thj  hearty 
co-operation  and  assistance  of  all  the  citizens  in 
this  section  of  our  State. — Spijingfield  {Kit)  Jour- 
nal. 


Maine. 

Meedna  of  the  Stnrkholder^  of  the  Enatcrn  Hail- 
mad. — A  meeting  of  the  stockholders  of  the  East- 
ern Railroad  was  held  in  Ch.apman  Hall  Chapman 
place,  at  eleven  oclock  yesterday  morning,  Hon. 
Albert  Thorndike  of  Beverly,  the  President  of 
thejro.adin  the  ch.air. 

The  .annu.al  report  of  the  directors  of  the  ro.ad, 
for  the  ye.ar  ending  June  30,  185:1,  was  submitted. 

The  directors,  in  the  place  begin  by  st.ating  th.at 
several  causes  li.ave  combined  to  increase  the 
charges  on  the  current  revenue  of  the  year  ;  among 
which  are  the  repairs  vf  structures,  bridees  and 
.abutments  on  the  road,  heavy  repairs  on  the  equip- 
ment, and  an  increase  of  .about  SI  per  cord  on  the 
fuel,  the  quantity  consumed  being  increased 
about  three-fourths  of  a  cord  for  each  100 
miles  run.  The  revenue  has  also  increased,  al- 
though not  in  proportion  to  the  expenses.  A  sale 
of  the  company  s  interest  iu  the  East  Boston  ferry 
and  lands  h.as  been  made.  The  extension  of  the 
road  into  the  city  will,  it  is  hoped  be  completed 
by  the  coming  autumn. 

The  directors  recommend  the  purchase  of  the 
franchite  of  the  Sangns  Branch  Railroad,  a  ma- 
jority of  the  shares  of  which  is  now  owned  by  the 
Eastern  Railroad,  of  which  has  been  run  for  the 
p.ast  live  months,  paying  its  current  exj^'uses.  If 
the  purchase  is  m.i<le,  the  directors  recommend 
thas  the  terminus  of  tlie  ro.ad  at  .M.aldcn  be  charg- 
ed from  the  Boston  and  Maine  to  the  E.astern 
railro.ad  .at  South  M.alden.     Adopted. 

The  receipts  of  the  ye.ar  ending  June  30.  1853, 
have  been  §514,461  85.  Income  from  property 
$76,349  05.  Total  *620,810  '.»0.  The  receipts 
from  D.assengers  on  main  line  and  br.anches  was 
$412,053  83  ;  for  freight  (101,617  tons)  :$07,320  23. 
The  total  exj)ense  for  working  the  ro.ad  has  been 
$245,691  27  :  interest  and  other  expenses  $64,241- 
58.  The  net  income  for  the  year  is  therefore  $310,- 
875  05,  having  a  surplus,  after  paying  two  divi- 
dends and  other  expenses,  of  $80,8:14  58. 

The  number  of  passengers  carried  during  the 
ye.ar  has  been  $1,090,4 IS,  of  which  179,'.»6:5  were 
from  Boston  to  Salem,  39,059  to  Xewburyport,  20,- 
200  to  Portsmouth.  <>n  the  Marblehe.ad  Branch 
78,053  p.as.sei)gers  were  carried ;  on  tiie  Gloucester 
Branch  76,028 ;  on  the  S.alisbury  Branch  14,209. 
Tlic  number  of  p.assengers  carried  one  mile  w.as 
14,710,581 ;  number  of  tons  of  freight  carried  one 
mile  2,774,307;  number  of  cords  of  wood  used  12,- 
513.  There  have  been  no  accidents  on  the  road 
within  tr;e  ye.ar. 

For  directors,  the  whole  number  of  votes  was 
6659— Me.s.srs.  Albert  Thorndike  of  Beverly,  D.  A. 
Neal  of  Salem.  Josiah  Breed  of  Lynn,  B.  T.  Reed 
of  Boston,  Ich.abod  Goodwin  of  Portsmouth,  Sam- 
uel Hooiier  of  Boston,  and  Micajah  Lunt  of  New- 
bury j)ort,  received  6059  votes  each,  and  were  unan- 
imously re-elected.     Adjourned. — Traveller. 

The  First  Railroad  in^South  Americai 

Copiapo  is  .an  inland  city,  some  ten  degress  to 
the  north  of  Valparaiso,  and  16  leagues  (.about  50 
English  miles)  from  the  coast.  It  is  the  great  center 
of  the  Silver  mining  operations,  and  is  prob.ably  the 
wealthiest  city  in  the  world  for  its  population.  It 
is  connected  by  its  port,  Calilara,  by  railioad.  This 
road  was  projected  and  constructed  at  a  cost  of  $1, 
400,0<K),  by  W.  Wheelright,  Esq.,  an  American  gen- 
tleman of  great  worth  and  eni-rgy,  who  has  done 
more  for  the  advancement  of  this  portion  of  South 
America  in  the  past  ten  years,  than  all  the  presi- 
pents  and  generals  tiiey  have  had. 

The  first  railroad  built  in  South  America  was 
fi-om  the  port  of  C.iUao  to  Lima,  ihe  c.apit.al  of  Ye- 
ru,  a  distance  of  6  miles. — i'or.  of  tkc  S(.  Louis 
Republican. 

A  large  Bonus. 

The  Detroit  Democrat  says  the  Michigan  Cen- 
tral Railroad  company  have  ottered  a  bonus  of 
$200,000  to  the  Canada  railro.ad  copmany,  on  tho 
condition  that  it  shall  be  completed  by  the  15th 
of  January,  1854.  The  Canadian  management  say 
they  will  win  the  money  without  fail. 


Alexandria,  Loudoun  and  Ilampsblre  Kall> 
road* 

Charles  P.  Manning,  Esq.,  long  connected  with 
the  Baltimore  and  Ohio  railroad,  .and  an  engineer 
of  ability  .and  experience, h.asbeenappointed  Chief 
Engineer  of  this  ro.ad,  Robert  T.  Mason,  Esq.,  of 
Va.,  Assistant  Engineer,  and  Reuben  Johnson, 
Esq.,  of  Alexandria.  Clerk  of  the  company. 

This  road,  as  is  well  known,  is  to  connect  the 
city  of  Alexandria  with  the  coal  fields  of  George's 
Creek  Valley.  The  State  of  Virginia  has  subscri- 
bed three  fifths  of  the  amount  necessary  to  con- 
struct it  about  one  half  the  way,  to  be  expended 
on  the  eastern  section,  and  private  individu.als 
h.ave  taken  a  sufficient  amount  of  the  b.ahance  of 
the  stock  to  secure  the  immediate  commencement 
of  operations.  The  work  has  been  entered  upon 
with  energy,  and  the  President  of  the  company, 
Lewis  McKenzie,  Esq.,  of  Alexandria,  is  a  gentlc- 
m.an  who  will  push  it  forw.ard  with  unceasing  ac- 
tivity. The  first  thing  to  be  done  now,  we  sup- 
suppose,  will  be  to  survey  and  fix  upon  the  route. 
We  notice  that  a  number  of  different  routes  are 
advocated,  all,  however,  looking  to  the  eastern 
of  the  road.  Among  them  may  be  enumerated  the 
following — 

The  route  from  Alexandria  to  Paddytown,  tak- 
ing in  its  course  Coc's  Mill  Gap,  in  the  Catoctin 
mountains  in  Loudoun,  Snicker's  Gap,'in  the  Blue 
Ridge  : —  Berryville,  Winchester  and  Bloomery 
Gap. 

Alexandria  via  Leesburgh,  Clark's  Gap  in  the 
Catoctin,  Hillsboro'  in  the  Short  Hill,  H.arper's 
Ferry  and  Winchester. 

The  same  route  to  Hillsboro',  thence  through 
Keyes'  G.ap,  crossing  the  Shen.andoah  .about  Lit- 
tle Falls,  up  BulLskin  Mill  Creek,  through  North 
Mountain,  at  Greensjuing,  to  Bloomery  Gap. 

Via  Leesburgh,  through  the  German  settlement 
in  Loudoun,  striking  the  Potomac  east  of  Short 
Hill,  thence  to  Harper's  Ferry. 

9Ilcliig-<n  Central  Railroad. 

This  road  is  in  a  highly  prosperous  condition. — 
Its  receipts  and  dividends  have  been  satisfactory 
to  its  stockholders,  .and  tho  future  is  full  of  prom- 
ise. The  following  gentlemen  were  elected  direc- 
tors on  the  27th.  Among  them  are  several  of  the 
most  energetic  men  in  the  Union.  Their  connec- 
tion with  any  euterprise  is  a  sufficient  guarantee 
of  its  success. 

D.  D.  Williamson,  .Tno.  C.  Green,  New  York 
City  ;  Erastus  Corning,  Albany;  ElonFarnsworth, 
Detroit;  John  E.  Th.ayer,  R.  B  Forbes,  Jno.  For- 
bes, Geo.  B.  Upon,  Boston ;  J.  W,  Brooks,  De- 
troit. 

The  Cincinnati  Tunnel. 

A  con-espondent  of  the  Scioto  G.'izette,  describes 
this  work,  under  date  of  June  17  : 

"  Speaking  of  railro.ad  enterprises,  the  great  tun- 
nel now  being  constructed  .at  the  termiims  of  the 
Dayton  Short  Line  road,  in  the  outskirts  of  this 
city,  claims  attention.  This  excavation  has  pro- 
gressed rai»idiy,  and  will  he  nearly  two  miles  in 
length.  There  are  three  shafts,  in  each  of  which 
a  steam  engine  operates  to  raise  the  earth  to  the 
surface  and  carry  it  aw,ay.  Other  shafts  will  here 
after  be  sunk.  The' three  shafts  finished  are  200 
feet  deep  to  the  floor  of  the  tunnel;  these  will  be 
walled  with  hard  brick  to  eighteen  feet  above  the 
surface,  .and  as  large  as  the  excavations  will  per- 
mit. The  excavation  of  this  great  tunnel,  chiefiy 
through  blue  clay,  is  a  vast  work,  and  is  prepared 
for  four  railway  tracks.  It  is  to  be  the  largest 
tuooel  io  the  United  States." 
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Mobile-an<t  « j<v«v  Orleaiis  Uaiilroad. 

An  arrangement  Bias  been  made  l)etwt'en  this 
company  and  the  Pbntcbartrain  raih-aid  company, 
whereby  the  two  companies,  under  charters  grant- 
ed by  tlie  States  of  Ulabama,  Mississ^^)pi  and  Lou- 
isiana, have  agreed  to  build  a  contiufous  railroad 
from  New  Orleans  yy  Mobile.  The  k'l-esident  of 
tlie  Mobile  companlr,  C.  J.  McRae,  B^<\.,  and  the 
l*resident  of  the  Pohtchartrain  company  John  Ed- 
gerton,  Esq.,  have  given  official  notiai  ofthe  union 
of  the  two  companies,  and  the  work  ^  :ill  be  prose- 
cuted with  all  possible  despatch. 

The  survevs  are  entrusted  to  Col 


New   Albany  and    Salem   Railroad. 

Mr.  Brooks,  the  President  of  the  New  Albany 
and  Michigan  City  railroad,  has  lately  published 
his  annual  report.  During  the  past  year  the 
stock  subscriptions  reached  $2,210,000,  and  the 
amount  of  work  done  exceeds  that  of  any  two 
years  previous.  About  nine-tenths  of  all  the  gra- 
dings  and  bridgings  is  already  completed,  and  the 
rails  have  been  laid  at  the  rate  of  five  miles  per 
week,  four  parties  of  track-layers  being  engaged 
on  different  parts  of  the  work.  There  is  already 
l.iid  between  New  Albany  and  Bloomington  78 
miles  of  track  ;  between  Crawfordsville  and  Laf- 
ayette, 28  miles  ;  and  between  Lafayette  and 
Michigan  City,  67  miles  ;  making  in  all  172  miles, 
and  leaving  114  miles  still  to  lay.  It  is  computed 
that  by  the  1st  of  November  next,  the  track  will 
be  completed  from  New  Albany  to  Gosport,  113 
miles,  and  from  Michigan  City  to  Greencjistle,  149 
miles,  leaving  but  25  miles  to  complete  the  con- 
nection through — which  will  be  completed  by  the 
first  of  May  next. 

The  company  also  have  a  branch  road  from 
Gosport  to  Indianapolis  progressing  rapidly,  one 
half  of  which  will  be  completed  this  fjill. 

The  entire  cost  of  the  roiid  with  equipments, 
depos,  &c.,  is  put  dowu  at  $5,000,000.  To  fin- 
ish which  thay  have  capital  stock..  ..$2,210,000 
Bonds  issued  in  all 3,000,000 


the  course  of  a  few  weck.s  this  project  will  be  do- 
fihtely  presented  to  her  and  her  citizens. 


Making. -$5,210,000 

Amount  expended  on  the  work,  so  far,  $4,005,- 
687.    Leaving  a  little  less  that  $1,000,000,  as  es- 
timated,  necessary    to  complete  and  equip  the 
whole. 
Of  their  unexpended  means  they  have  now  cash 

on  hand $53,801 

Balance  due  on  stock 766,012 

Balance  due  on  bonds -385,500 


Ohio  and  Indiana  RaiIroad« 

Tlie  laying  of  the  track  of  this  road  has  been 
awarded  to  Messrs.  Culver,  Stimpso.v  &  Flkt- 
(  HER,  .and  they  are  pushing  the  work  with  the 
energy  one  would  expect  from  the  well  known 
character  of  the  gentlemen  composing  the  firm. 
Several  miles  of  iron  are  already  laid  west  of 
Crestline,  and  if  the  grading  is  finished  in  time, 
the  rojid  will  bo  opentd  to  the  line  of  the  Mad 
River. Railroad,  some  forty  miles,  bj-  the  first  of 
October.  Tliis  will  be  a  very  important  connection 
for  the  Ohio  and  Pennsylvania  Railroad,  as  it  will 
give  a  separate  and  inf'.cpendent  route  to  Cincinna- 
ti, and  to  Indianapolis — that,  is,  separate  and  in- 
dependent of  the  Cleveland  and  Columbus  route, 
which  is  worked  for  the  interest  of  the  Northern 
route. 

Messrs.  Culver,  Stimpson  and  Fletcher,  have 
lately  formed  a  co-partnership,  to  carry  on  the 
business  of  track-laying.  They  are  experienced 
and  practical  men,  having  been  for  some  years  in 
the  employ  of  those  celebrated  contractors,  Messrs. 
Baily,  Havden  &  Co.,  in  whose  service  they  have 
filled  responsible  positions. — As  the  laying  of  the 
track  is  one  of  the  most  important  parts  of 
the  work  of  building  Railroads,  both  as  to 
economy  and  safety,  it  is  a  matter  of  exceeding 
moment  to  those  eng;iged  in  the  construction  of 
Railroads  to  secure  experienced  tracklayers,  and 
we  therefore  take  this  opportunity  of  directing 
their  attention  to  this  excellent  firm  of  young  and 
experienced  men. — Pittsburg  Gazette. 


of  Alabama.     The  toute  from  Mobih 
as  near  the  coast  as  the  nature  of  the 


Making  altogether $1,204,313 


Fort  IVayne  and  Soutlieru  Railroad 

The  location  of  the  Southern  terminus  of  this 
road  has  been  fixed  by  a  resolution  of  the  Direct- 
ors ordering  a  survey  on  the  best  route  3rom 
Muncie  through  New-Castle,  Rushville,  Greens- 
burg,  Vernon,  Paris,  Lexington  and  Charleston  to 
the  Ohio  river,  at  or  below  the  Falls. 

The  resolution  also  authorizes  the  construct- 
ion of  that  portion  of  the  road  between  Muncie 
and  Jefiersonville  as  soon  as  a  suflScient  amount 
of  stock  is  subscribed  and  closed  up  to  justify  the 
letting. 

This  company  have  made  this  location  with  re- 
gardto  the  Nashville  road,  with  which  they  desire 
to  form  a  connection  ;  believing  that  after  the 
completion  of  that  road  that  the  Louisville  mar- 
ket will  be  better  for  their  trade  than  Cincinnati. 
The  Louisville  Journal  in  speaking  of  the  con- 
struction of  this  road  makes  the  following  re- 
marks. 

To  Louisville  this  road  presents  every  induce- 
ment for  favorable  consideration  and  support.  It 
would  put  her  upon  an  equal  footing  with  Cincin- 
nati in  all  the  eastern  part  of  Indiana,  the  oldest 
and  richest  part  of  the  State,  a  wide  territory 
which  Cincinnati  has  always  considered  exclusive- 
ly her  own.  It  will  run  neither  parallel  with  nor 
alongside  of  any  road,  but  will  cross  a  multitude. 
It  is  already  understood  that  no  obstacles  are  to 
be  thrown  in  the  way  of  Louisville  on  the  opposite 
side  of  the  river,  provided  she  is  willing  to  come 
forward  and  take  the  lead  in  this  matter.  If  she 
does  not,  then  this  company  may  be  forced  to 
look  for  support  elsewhere,  and  upon  conditions 
unfavorable  to  her.     It  is  also  understood  that  in 
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Railroad  Lettings. 

Catawissa  Railroad. — The  work  on  the  railroad 
from  Catawissa  to  .Milton  has  been  allotted  as  fol- 
lows : 

Sec.  No.  1,  2  and  3— A.  Malcora  &  Co. 
"     "  4  and  5— J.  Savidge  &  Co. 

C,  7  and  8 — Fisher  and  Flannigan. 
0— Walter  Scott. 
10— Wra.  Colt  &  Co. 
11  and  12— .McCrum  &  Orchard. 
13andl4 — Francis  Gibson. 

15— McWilliams  &  Co. 
16andl7 — Bravton,  Blair  &  Geise. 
18, 19and20— Jas.Malcom&  W.  B.  Kipp. 

21 — Josiah  Morgan  &  Co. 
22, 23  and  24— David  Marr  &  Co. 
Major  Colt  &  Co.  have  the  section  passing  thro' 
Danville. 
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Alabama. 

The  railroad  spirit  has  at  length  reached  Tusca- 
loosa. The  citizens  of  that  beautilul  city  have 
had  several  meetings  lately  for  to  devise  way.s  and 
means  to  get  into  the  world  again  by  means  of 
the  iron  track.  They  intend  to  build  a  branch 
connecting  them  with  the  Mobile  and  Ohio  road 
west,  and  another  connecting  them  with  the  Alaba- 
ma and  Tennessee  River  railroad,  east.  Should 
she  do  this,  she  will  then  be  in  the  line  of  travel, 
and  we  may  expect  a  fresh  impetus  given  to  her 
manufactories,  and  all  the  elements  of  prosperity 
within  her  reach. 

The  Selma  Reporter  says :  The  directors  of  the 
Alabama  and  Mississippi  Rivers  Railroad  have 
been  in  this  place  for  some  days  past,  endeavoring 
to  raise  an  additional  subscription  to  the  road  of 
fifty  thousand  dollars.  A  meeting  of  our  citizens 
was  held  on  Tuesday  night.  A  liberal  subscrip- 
tion was  made,  and,  it  was  suppospd,  the  balance 
will  be  obtained  easily.  This  subscription  will 
enable  the  directors  to  finish  fifteen  miles  of  the 
road  in  a  little  over  twelve  months,  and  the  bal- 
ance of  tne  road  to  Union  Town  in  twelve  months 
more.  The  directors  are  determined  to  push  for- 
ward the  work  rapidly. 


admit  to  the  Rigol(tts ;  crossing  that  c  jaunel  and  a 
branch  of  Pearl  rivtr,  it  will  follow;  line  on  the 
main  land  to  within  12  or  15  miles  ol  the  Bay  of 
St.  Louis. 

This  road  will  briig  the  cities  witliikifive  hours 
reach  of  each  other,  and  will  shorten,  >y  some  12 
hours,  the  mail  routj  from  New  Orle^^s  to  New 
York. 

The  books  for  sultscription  for  th^  di4)ital  stock 
to  the  amount  of  $500,000,  will  be  opdn  in  Mobile 
until  the  30th  of  the  f)resent  month,  atjw-hich  time, 
if  the  amount  shall  ^ot  be  subscribed,  it  will  be 
ofifered  in  Mississippi  and  Louisiana.  J 


.  A.  Dexter, 

will  be  run 

ground  will 


naia  iricuus  win  yev  reacn  rniiaaeipiua  ana 
east  by  railroad  through  Maysville  aril  over 
Big  Sandy  road,  befqre  any  other  rout«inprogi 

d.' 
idenl  isi 


Slajrsvllle  and!  Big  Sandy  RaQroad. 

We  learn  from  th|c  Maysville  Eagfc,  that  the 
president  of  this  roaJJ,  Thos.  B.  Stevei^son,  has  se- 
cured iu  Philadelphili  subscriptions  of  Jbtock  to  the 
amount  of  $180,000f— a  handsome  suin,  and  one 
that  gives  additional  confidence  in  the' completion 
of  this  important  public  work  at  a  vert-  early  day. 
We  have  but  little  doubt  that  our  LeJington  and 
Paris  friends  will  yet  reach  Philadelphia  and  the 

the 

progress 

from  those  points  wifl  be  completed. 

In  the  meantime,  ihile  the  president  is  working 
so  efficiently  for  thej  company  abroad,  the  con- 
tractors are  pushingj  the  work  on  tli4  line  with 
great  energy  and  alctivity.  A  large  jnumber  of 
hands  are  distribute^  over  the  line,  quarries  have 
been  opened  at  a  nuiiber  of  eligible  iK}^ts,  rock  is 
being  prepared  for  the  bridging  and  ci^verts,  and 
altogether  the  road  line  has  a  very  aniiinated  and 
business  like  appearahce. 

But  little  doubt  esjists  that  the  road! will  be  in 
operation  by  the  timt  heretofore  designated. 

Inprovcd  Locomotive  Wat«r  iKnk. 

A.  W.  Leland  Rivets,   of  Charleston,'  S.  C,  has 
taken  measures^to  secure  a  patent  for  ati  improve- 
ment in  water  tanks  fbr  locomotives,  th*  nature  of 
which  improvement  c<>nsists  in  constructing  a  tark 
in  two  halves,   or  wjth   two   separate  i  chaml>er8 
which   are  secured    together  by    boK^.       Each 
chamber  has  a  manhole  on  the   bottom,  for   the 
hose,  and  the  water  ckn  be  let  out  of  the  one  and 
retained   in  the  other^  if  desired.      Thq  object  of 
the  improvement  is  tb  allow  of  one  p^rt  of  the 
tank  being  taken  off  a^d  repaired  easily 'if  injured 
without  disturbing  th^  other,  thus  ertectjng  a  con- 
siderable saving  in  th^  course  of  a  yearion  a  rail- 
road.— Scientific  Ametican. 

Tanks  of  the  above  |iescription  have  b^en  in  u»o 
for  many  years  on  thd  New  York  and  Brie  Rail- 
road. The  were  attached  only  to  soi$e  of  the 
first  engines  bought  fok-  the  road,  and  hiive  never 
been  applied  to  the  la(|er  engines,  as  they  were  not 
found  to  possess  any  especial  merits  of  conveni- 
ence or  economy. 


11. 
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Qravel  -Eiiglneaa 

Upon  all  long  lines  there  is  wanted  on  their 
coDStrBction  a  distinctive  class  of  engines  for 
ballasting,  and  which,  after  coifcpleti  on  of  the 
earth  work,  may  bo  used  for  depot  e  igines  for 
making  up  trains  and  "  shifting  out"  cirs.  The 
service  imposed  upon  these  engines  be  vg  severe, 
and  the  diflBculty  of  executing  repair^  upon  the 
spot  where,  and  at  the  time  when  the  ^'  are  most 
exposed  to  failure,  require  that  they  should  possess 
in  an  eminent  degree  the  essentials  cf  strength 
and  ^simplicity.      We  have  often  seen  instances 
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The  furnace  should  be  made  of  thin  iron  of  the 
soundest  and  best  kind.  Iron  l-4th  inch  thick, 
will,  if  originally  good,  be  safe  from  any  tendency 
towards  blistering.  The  tubes  should  be  short 
and  of  large  diameter,  whereby  the  heat  will  be 
quickly  communicated  to  the  water,  the  draught 
will  be  improved, — being  very  much  dependent 
on  the  sectional  area  of  tube  opening — the  tubes 
will  be  less  likely  to  leak  and  the  wheel  base,  or 
length  of  engine  will  be  reduced,  which  i.s  an  im- 
portant consideration  on  sliort  curves. 

Tlie  tubes  may  be  kept  equally  tight,  if  made  of 


where  engines  purchased  purposely  foi  graveling  |  iron,  as  if  of  copper  or  br.iss,  wliiie  iron  will  tend 
have  been  constructed  with  the  refinements  of  an  j  to  a  great  economy  in  the  expense  of  keeping  them 
inside  connection,  separate  expansion  vdves,  half  g-ood.  The  water  level  should  be  disposed  by  the 
stroke  pumps,  copper  furnaces,  wrought  iron  position  of  the  gauge  cocks  to  be  quite  high  in  the 
shrunk  tires,  a  truck  frame  and  other  scientific  |  boiler,  as  a  gravel  engine  is  standing  much  of  the 
but  extravagant  and  out-of-place  arrajngements,  I  time,  during  which  no  water  can  be  pumped  into 
where  they  should  have  been  constructed  on  the  ,  the  boiler,  (unless  by  an  independent  steam  pump) 
simplest  plan  and  with  the  least  attempt  at  iHs-  j  and  upon  starting,  especially  with  a  long  train  uj)- 
plav  of  workmanship.     A  gravel  engine ps  exposed  on  a  bad  grade,  the  engineman  will  naturally  wish 


to  the  worst  service,  being  run  through  ihfi  entire 
day  on  temporary  and  rough  tracks;  in  the  care 
of  very  ordinary  operators ;  being  also  subjected 
to  a  constant  succession  of  starts  and  i  tops :  and 
exposed  to  rtying  sand  from  new  excavations,  all 
of  which  act  severely  on  its  parts. 

It  should  therefore  be  adapted  in  the  best  man- 
ner for  all  these  circumstances.  For  sejuring  suf- 
ficient adhesion  under  all  circuni.stan  ;es  of  bad 
and  slippery  rails,  inclines,  etc.,  itshoulc  be  placed 
wholly  on  four,  or  at  the  most  six  drivir  g  wheels, 
and  these  for  facility  of  passage  through  the  curves 
always  met  with  on  temporary  tracks,  should  be 
clustered  as  near  together  as  possiblj.  There 
should  be  flanges  on  all  the  wheels,  if  norc  than 
four,  whereby  the  wear  will  be  rcducec  [  on  each, 
and  the  wheels  will  keep  their  equali  ;y  of  size 
much  better.  The  wheels  should,  for  3 very  mo 
tive  of  economy  in  expense,  and  reduction  of  care 
and  trouble  in  maintenance,  be  fitted  w  th  chilled 
tires.  These  are  tantamount  to  indispe:  isable  np- 
on  engines  of  this  class. 

This  service  is  an  especially  severe  teist  for  any 
tire,  from  the  imperfect  character  of  ,he  tracks 
generally  run  upon,  from  the  frequent  slipping 
caused  by  starting  and  reversing  on  x  slippery 
rail,  and  from  the  sand  which  falls  upod  the  track 
by  which  a  wrought  tire   is  very  soon    :ut  away.. 

The  chilled  tire,  it  is  useless  to  deny,  (vill  fulfill ;  engines  for  the  bonnet  sparker 
every  condition  of  safety  in  a  gravel  engine,  while  j  All  parts  of  the  running  work  should  be  par- 
its  great  comparative  economy  makeii  wrought ;  ticularly  arranged  with  regard  to  keeping  out  dust 
iron,  at  once,  too  expensive  a  material  to  be  used,  i  from  the  rubbing  surfaces.  The  slides  should  be 
Again,  after  wearing  out,  the  chilled  ti-e  may  be  either  a  single  hexagonal  bar  for  each  piston  rod, 
renewed  by  the  engineman  and  firemanj  in  half  a  j  or  no  more  than   two  scjuare   bars.     The  Jlat  or 


day,  in  the  temporary  shed  where  the  engine  is 
sheltered.  The  chilled  tire  will  last  tw|o  seasons 
in  constant  and  severe  use. 

The  engine  should  be  outside  connebted,  both 
on  account  of  economy  of  construction,  land  of  in- 
creased safety  and  convenience  in  operating.  The 
weight,  friction,  expense  and  danger  of  a  double 
crank  should  always  be  avoided,  andlthe  space 
saved  over  what  is  required  for  its  motion  be  oc- 
cupied by  the   lower  part  of  the   boil;r.     There 


to  jmm])  in  as  little  water  as  possible.  From  the 
waste  of  water  in  standing,  and  the  disposition  to 
shut  it  off  on  starting,  the  engine  is  therefore  ex- 
posed to  the  risk  of  burning  or  explosion,  a  risk  to 
be  avoided  by  placing  the  water  level  high  uj). 
There  should  be  a  tight  fitting  damper  to  stoj)  the 
draught,  and  the  consequent  waste  of  fuel  and  wa- 
ter in  standing,  and  its  judicious  and  general  use 
should  be  insisted  on,  as  not  only  is  the  consump- 
tion of  fuel  increased,  but  the  risk  also  of  burning 
or  explosion,  where  a  strong  fire  is  allowed  to  burn 
while  standing. 

The  pumps  should  be  of  large  capacity,  for  the 
reason  assigned  of  the  engine  having  to  stand 
still  much  of  the  time,  and  from  the  fact  that  the 
speed  in  running  is  quite  slow.  It  is  necessary 
therefore  that  the  pump  may  act  quickly.  For 
simplicity  the  pump  should  be  worked  directly 
from  the  cross  head  of  the  engine. 

The  sp.irker  should  be  of  the  simplest  descrip- 
tion ; — the  common  "  bonnet  sparker ''  is  probab- 
ly the  best  for  any  engine.  With  regular  cleaning 
they  will  throw  but  little  more  sparks  than  any  of 
the  patented  arrangements,  while  the  freedom 
which  they  ."illow  for  the  draught,  and  their  sim- 
plicity of  construction  make  them  infinitely  su- 
perior in  other  respects.  The  Erie  road  have 
changed  many  of  the  patent  sparkers  upon  their 


efficient  operation  may  excuse  a  brief  sketch  of 
its  arrangement  and  dimensions.  It  was  outside 
connected  ;  had  9  inches  by  16  inch  cylinders, 
and  four  chilled  drivers  of  three  feet  diameter. 
The  boiler  was  30  inches  in  diameter,  and  con- 
tained 56  two  inch  iron  tubes,  7}^  ^^^^  long.  The 
space  between  the  frame  was  occupied  by  a  tank 
of  200  gallons  capacity,  the  valve  motion  being 
arranged  outside  of  the  crank  pins.  Space  for 
wood  was  left  on  the  foot  board.  The  length  of 
wheel  base  was  but  4)^  feet,  which  was  shorter 
even  than  an  easy  pjissage  through  curves  de- 
manded, and  might  have  been  extended  to  secure 
additional  stability.  f 

The  entire  engine  and  tank  loaded  with  wood 
and  water  weighed  but  seven  tons,  and  was  ar- 
ranged to  be  divided  in  three  loads  for  transports 
tion  around  the  country  over  common  roads,  and 
in  such  a  manner  as  to  be  easily  separated  and 
easily  and  strongly  re-attached, .while  the  heaviest 
single  division  of  the  machine  did  not  exceed  2^4 
tons  weight.  Its  power  was  adequate  to  a  draught 
of  275  tons  on  a  level. 


double  slide  will  lodge  much  dust.  The  link 
motion  and  link  hooks  are  exposed  to  wear  from 
this  source.  The  eccentric  straps  must  shut  over 
the  eccentrics  ;  the  parallel  rod  boxes  should  close 
tight  over  the  pins. 

The  finish  of  all  parts  of  a  gravel  engine  should 
be  as  well  fitted  as  for  the  first  class  of  engines, 
but  beyond  this  the  work  should  be  painted 
where  such  protection  can  be  applied. 

The  writer  of  this  built  the  first  locomotive  en- 


should  be  but  one  valve  to  each  cylinder,  idjusted  ;  gine  which  was  employed  on  the  Great  Western 
to  work  for  nearly  the  whole  stroke,  ai  these  en- 1  Railway  of  Canada.  It  was  designed  to  haul  the 
gines  are  taxed  generally  to  their  full  jpower  and '.  gravel  removed  by  the  steam  excavator.  As  very 
are  also  continually  starting  and  stopping  render-  >  small  cars  were  used,  and  upon  a  very  narrow 
ing  expansive  action  impracticable  and  uncalled  j  track  the  engine  was  of  small  dimensions.  Its 
for.  '     i  simplicity  of  construction  and  its  economical  and 


'%VrouB  kt  Irou  Wheels. 

At  the  Hudson  river  railroad  shop,  a  day  or  two 
since,  we  noticed  three  sets  of  wrought  iron  driv- 
ers, two  sets  of  which  wore  under  the  engines. — 
These  wheels  were  imported,  with  the  tires  drawn 
on  and  ready  turned  from  the  works  of  the  Haigh, 
Foundry  Company,  of  England,  whose  agent  in 
this  city  is  George  Woodward,  No.  10  Ferry  street. 
These  wheels  arc  very  good  examples  of  this  kind 
of  work,  being  quite  evenly  forged.  They  have  20 
spokes  each,  and  have  very  thick  hubs  and  crank 
pin  hubs. 

Very  few  wrought  iron  drivers  are  used  in  this 
country.  Edward  S.  Norris,  while  at  Schenectady, 
made  several  sets  of  large  wrought  iron  driv- 
ers. Mr.  James  Millholland  has  applied  two  sets 
of  seven  feet  drivers  to  his  two  coal  burning  pas- 
senger engines,  the  "Illinois"  and  "Michigan." — 
These  were  of  a  very  light  but  of  a  very  elegant 
pattern.  The  spokes,  rim  and  hub  were  all  forged 
remarkably  even  and  true,  and  were  made  wholly 
at  Reading. 

Norris  &  Son,  of  Philadelphia,  have  also  ap- 
plied wrought  iron  drivers  of  eight  feet  diameter 
to  the  engines  lately  furnished  by  them  to  the 
Camden  and  Amboy  Railroad. 

The  Hudson  River  Railroad,  have  for  a  long 
time  used  wrought  wheels  under  the  cars  of  their 
express  trains.  These  are  made  wholly  of  wrought 
iron,  and  cost  $90,  per  pair  fitted.  The  tire  s 
which  come  with  the  wheels,  1  j^  inches  thick  on 
the  tread,  will  last  about  two  years,  with  a  yearly 
service  of  40.000  miles.  In  this  period  the  tire 
requires  truing,  or  tureing  down,  twice.  The 
Converse  and  Washburn  and  the  Whitney  wheels 
will  last  but  one  year  under  passenger  cars,  at  the 
end  of  which  time  they  are  transferred  to  freight 
cars  where  they  run  about  six  months,  or  until 
wholly  unfit  for  use.  Of  the  other  chilled  wheels 
used  by  this  company  none  will  last  so  long  as 
this. 

The  spoke  wheel  involves  inherent  defects  of 
construction,  requiring  the  welding  of  twenty  or 
thirty  pieces  where  the  same  end  should  be  ac- 
complished with  half  a  dozen  welds.  The  strength 
of  the  spoke  wheel  is  distributed  on  eight  points 
instead  of  through  the  whole  wheel.  In  other 
words  the  form  is  discontinuous.  ;     r,.,  vi''  ■'.■     -: 
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The  experience  in  the  use  ofwroughlirou  spoke 
wbeels  has  shown  them  to  be  subject  to  frequent 
failure.  This  is  sUted  of  the  best  forms  of  spoke 
wheels  made.  Where  the  wheel  has  been  formed 
by  casting  a  hub  within  it,  the  liability  to  failure 
has  been  correspondingly  increased.  The  success- 
ful car  wheel  will  be  that  wnich  combines  the 
strongest  material  with  the  strongest  form,  in  oth- 
er words,  a  wrought  iron  wheel  of  continuous 
structure,  and  manufactured  wholly  by  welding 
into  one  fabric  of  homogeneous  texture. 

Air  Liln«  Road  from  CleTcland to  Alton. 

We  see  it  stated  thatErastus  Hopkins,  of  North- 
ampton, Mass.,  has  been  chosen  President  of  a 
new  railroad  corporation,  in  Ohio  and  Indiana,  or- 
ganized for  the  purpose  of  constructing  Auair  line 
railroad  from  Cleveland  to  Alton,  Illinois,  or  rath- 
er to  some  point  on  the  Terre  Haute  and  Alton 
railroad.  The  length  of  the  line  to  be  built  by 
the  new  company  is  estimated  at  three  hundred 
and  seventy-five  miles. 

The  road  proposed  cannot  cost  less  than  SIO,- 
000,000,  and  the  parties  interested  must  be  bold 
men  to  put  that  amount  of  money  into  a  rival 
road,  and  a  parallel  to  one  already  in  operation 
for  the  whole  distance.  The  road  already  built 
took,  we  presume,  the  route  that  experience  had 
marked  out  as  the  convenient  one.  It  certainly 
passes  through  the  most  important  business  places 
in  the  country  between  its  termini.  The  existing 
road  may  be  said  to  be  the  result  of  the  deliber- 
ate judgment  of  the  community  through  which  it 
runs.  If  the  route  now  proposed  had  been  the 
proper  one,  it  would  have  been  adopted  in  prefer- 
ence to  the  one  selected.  For  a  through  route, 
one  road  is  equal  to  all  the  wants  of  the  public, 
and  the  fact  that  such  roadexists,  naturally  weak- 
ens the  claims  of  any  counter  project.  We  think 
therefore,  that  the  parties  engaged  in  the  new 
project  will  find  that  they  have  a  hard  job  before 
them.  They  will  find  the  capital  of  the  country 
already  interested  in  the  existing  lines,  arrayed 
against  them,  and  without  the  aid  of  such  capital 
they  cannot  hope  for  success.  "A  rival  project" 
is  an  od'ous  word  to  capitalists,  and  the  above  is 
strictly  a  rital  work.  We  think  its  projectors  will 
do  well  to  postpone  their  plan  to  a  more  "conveni- 
ent season." 


CarlOBitlea   of    ttie    Iiocoin*tlve> 

Our  first  class  narrow  gauge  engines,  weigh, 
empty,  44000  lbs.  and  are  worth  16  cents  per 
pound.  They  will  consume  one  cord  of  wood 
and  1200  gallons  of  water  per  hour,  and  will  gene- 
rate 275,000  cubic  feet  of  steam  per  hoar,  of  a 
pressure  equal  to  that  of  the  atmosphere.  Their 
beating  surface  is  of  the  extent  of  the  bottom  of  a 
boiler  34  feet  in  diameter.  The  strain  upon  the 
iron  of  the  shell  of  boiler,  to  burst  it  open  length- 
,wise  of  the  boiler  is  from  6500  to  11500  lbs.  per 
square  inch  under  ordinary  pressures.  There  is 
also  an  additional  strain  of  about  4000  lbs  per 
square  inch  exertedlengthwise  of  the  boiler  to  pull 
it  apart  crosswise.  The  whole  pressures  exerted 
against  all  the  internal  surfaces  of  the  boiler 
amount  to  20  millions  of  pounds  or  10,000  tons  ! 
The  crown  sheet  of  furnace,  alone,  carries  a  load 
of  120  tons.  The  usual  distance  travelled  by  the 
ocomotive  being  in  motion  but  about  one  eighth  of 
the  time,  is  equal  to  once  around  the  globe  every 
year. 

In  going  60  milea  an  hour,  88  feet  are  traversed 


per  second.  5  revolutions  of  the  driving  wheels 
are  made,  requiring  20  strokes  of  the  piston,  and 
20  intermediate  periods  of  action  of  the  valve, 
equal  to  the  division  of  a  second  into  40  parts. 

Ohio. 

Fremont  and  Indiana  Railroad. — This  road 
which  extends  from  Fremont  (upper  Sandusky)  to 
Lima,  in  Allen  county,  has  been  advertised  to  be 
let  to  contractors  for  the  grading,  etc.  At  Lima 
this  road  connects  with  the  road  now  in  course  of 
construction,  from  Dayton" to  Toledo,  and  forms  by 
that  connection  the  shortest  route  from  Cincinnati 
to  Lake  Erie.  It  is  also  proposed  to  extend  the 
road  to  Union,  on  the  Bellefontaine  and  Indianap- 
olis road,  making  important  connections  at  that 
place  with  the  west  and  south-west,  and  affording 
the  most  direct  route  from  that  to  Cleveland  and 
the  Lake  Shore  railroad.  At  Fremont,  the  road 
connects  directly  by  lines  already  finished,  with 
Cleveland,  Toledo  and  Sandusky.  Subscriptions 
sufficient  to  ensure  the  completion  of  the  road 
have,  we  are  infoimed,  already  been  secured. 

Indiana.  | 

Indiana  Central  Railway. — The  work  on  tiiis 
railway  is  progressing  with  great  rapidity,  and 
there  is  the  best  reason  to  believe  that  it  will  be 
completed  by  the  first  of  October.  The  iron  is> 
down  li  miles  west  of  Centre vilie,  and  as  far  as 
the  heavy  work  at  Jackson's  Hill.  On  the  wesi 
of  this  hill  the  track  is  laid  beyond  Dublin,  a  dis- 
tance of  some  ten  miles.  At  Knightstown,  apartK 
is  at  work  laying  the  rails  east.  From  Indianap- 
olis the  track  is  down  about  14  miles,  and  a  party 
is  at  work  Uying  the  rails  still  farther  east.  Lasi 
week  the  three  parties  laid  seven  miles  of  track 
There  remains  now  some  36  miles  of  iron  to  be  put 
down  in  order  to  finish  the  line  to  Indianapolis. 
The  grading  is  all  completed  west  of  Jackson's 
Hill,  except  the  bridge  embankments.  These  will 
all  be  done  and  the  track  laid  to  Jackson's  by  th« 
time  the  work  there  is  finished.  Indiana  Central 
is  in  the  hands  of  men  who  seem  to  know  just 
what  ought  to  be  done  in  oi-der  to  accomplish 
the  work  with  the  utmost  diligence. — Dayton 
Jo-urnal. 


Maine.  I 

At  the  meeting  of  the  stockholders  of  the 
Penobscot  and  Kennebec  railroad,  held  in  Bangor, 
the  friends  of  the  Newport  route,  by  a  very  hand- 
some majority,  elected  their  Directors  as  follows : 
George  W.  Pickering,  Moses  L.  Appleton,  Samuel 
Farrar,  Rufus  Dwinel,  Wm.  Conner  and  Geo.  W. 
Chamberlain. 


Opening  of  tbe  first  Railroad  In  Africa* 

Accounts  from  Alexandria,  Egypt,  of  June  2l8t, 
state  that  the  Cairo  and  Alexandria  railway  had 
been  partially  opened.  A  letter  dated  the  21st, 
says : 

"  The  first  railway  ever  constructed  in  Africa 
has  been,  for  25  miles  from  Alexandria,  traversed 
this  day  by  locomotives,  and  in  the  land  of  the  py- 
ramids one  more  monumeut  has  been  added  to 
the  abiding  splendor  of  the  past.  There  is  to  be  a 
more  formal  opening  in  a  few  months,  when  the 
first  section  to  the  Nile  is  completed." 


Orlffln  and  Decatur.  Ala.    Railroad* 

A  corps  of  Engineers  are  soon  to  be  organized 
to  make  an  experimental  survey  of  the  proposed 
route  of  the  Griffin  and  Decatur  Railroad,  and  an 
intaallment  has  been  called  for  from  subscribers  to 
the  stock  to  defray  the  expense.  This  is,  says  the 
Macon  Messenger,  the  beginning  of  the  end  of  one 
of  the  most  important  railroad  enterprises  which 
yet  remain  to  be  accomplihed  by  oar  people 
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Canada. 

Bytown  aiid  Prescotl  Rnihn^y. — John  Kinnon- 
Esq.,  the  President  of  this  Com|)any,  has  just  re- 
turned from  England,  having  iceu  successful  in 
the  object  of  ibis  mission. — Wekre  happy  to  say, 
that  Mr.  M.  has  succeeded  in  deposing  of  JC66,0Wi 
of  debentures)  fur  which  he  h<is  the  iron  neces- 
sary for  the  road,  one  half  ff  wliich  is  to  be 
delivered  in  tbe  course  of  a  f«^  weeks,  and  tha 
balance  early  in  the  spring  Mr.  Uell,  the  Secretary, 
has  also  been  actively  cngageji  in  Boston,  and 
hasjust  completed  arrangements  for  the  purchase 
of  eight  loconkotives  and  one  hundred  and  thirteen 
cars.  A  largp  amount  of  stock,  it  is  exi)ccted, 
will  be  taken  in  Bostor^;]  so  that  there 
now  appears  nothing  to  preveni  the  work  l>eing 
rapidly  proceeded  with.  Wo  understand  that  it  is 
intended  to  have  the  cars  running  a.s  far  as  Kempt- 
vilte  in  the  ei^uing  fall.  The  0ompany  have  had 
much  to  contejnd  with  from  the  beginning,  but  we 
imagine  the  greatest  difficulties  are  now  over- 
come, and  thtere  is  every  profepect  of  an  early 
completion  of  the  road. — Presco^  Ttkgrvph. 


tltliik 


Doable  Trick  on  the  Baltl4>or«  and  Ohla 
Railroad. 

Joshua  Vaasant,  Esq.,  on  behalf  of  the  direct- 
ors of  the  Baltimore  and  Ohio  r^lroad,  hasinform- 
ed  the  city  cotmcil  in  compliancfe  with  a  resolution 
of  that  body,  that  the  board  of  directors  have  au- 
thorised the  cbnstruction  of  10(^  miles  of  "  second 
track"  on  the  line  of  the  main  sfjeni  of  the  road,  CO 
miles  of  whicli  are  to  be  laid  between  Baltimore 
and  Cumberla>i5,  and  40  miles  West  of  Cumber- 
land. Fifty  thiles,  under  said  resolution  are  in 
process  ofcon$truction,  and  will.be  completed  in 
the  shortest  piacticable  period,  j  For  this  charac- 
ter of  road,  tl^e  cost  per  mile  varies  from  ten  to 
eleven  thousabd  dollars. — Whein  the  additional 
track  shall  haye  been  com])lete<l  according  to  tbe 
resolution  of  the  board,  there  w|ll  be  eighty-eight 
miles  ofdoubH  track  between  Baltimore  and  Cum- 
berland. 


Ncvr  Orleai^s,  Jackaon  and  Gt.  Xorthern 
Railroad 

There  is  alreidy  trouble  in  reference  to  the  bondA 

recently  issued)  by  the  company,  Bs  will  be  seen  by 

the  following  article  from  the  Nf  wOrleans  Bee.— 

"  The  recenu  sale  of  bonds  by  (the  Directors  of 
the  New  Orlet-^s,  Jackson  and  Great  Northern 
Railroad  Company  appears  to  liave  created  an  un- 
usual amount  df  excitement.  The  terms  of  this 
transaction  have  not  transpired,  though  it  is  cur- 
rently rumored  that  the  bonds  w^re  negotiated  at 
a  comparitivelv  heavy  sacrifice.  '  Tbe  City  Coun- 
cill  have  assumed  the  privilege  df  inquiring  into 
the  matter.  A  short  time  sinces  it  appointed  a 
Committee  to  {demand  of  the  ]>irectors  full  in- 
formation in  regard  to  tbe  sale  of  {these  bonds,  and 
at  tbe  sitting  pn  Tuesday  nig^t,  the  Board  of 
Aldermen  adorited  a  resolution  instructing  the 
Trejisurer  to  wi^hold  from  the  Colnpany  all  sums 
collected,  until  the  afi'air  can  be  pruj)erly  investi- 
gated by  a  Committee  of  three  nembers. 

"  It  appears,  bowever,  that  thd  Directors  deny 
the  power  of  tl«e  Common  Coiticil  to  institute 
this  inquirj',  winch  properly  belofigs  to  the  stock- 
holders. The  Common  council  claim  the  right 
on  the  ground  Ipat  a  special  tax  bas  been  levied 
on  the  owners  ^f  the  real  estate,  for  the  benefit 
of  the  road,  but!  just  in  proportion  as  each  proper- 
ty bolder  pays  ^hat  tax,  he  becomes  pro  rata  a 
stockholder,  anid  enjoy  sail  the  rights  and  priviU- 
ges  of  other  stdckholders — and  no  more.' 

This  is  nothiqg  more  than  wAat  might  have 
been  expected,  tonsidering  the  faianner  in  which 
the  affairs  of  thjs  company  have  been  conducted, 
of  that  project  in  our  last  issu^.  If  the  city 
and  is  a  result  ^hich  we  predictad  in  our  article 
withholds  its  subscription  what  are  the  bonds 
worth  1  Uaoatui^  alliances  seldom  turn  out  well. 

i- 
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Newr  Albany  and  Alton  Railroa* 

This  work  is  progressing,  particularly  jt)etween 
Mt.  Carmcl  and  Alton.  The  directors  for  ihis  year 
areW.  Pickering,  President;  William Rui^cie.Chs. 
Scholfleld,  G.  J.  Johns,  W.  S. 
field,  S.  A.  Buckmaster,  John 
Devin. 


Mayo,  W.  ^chol- 
S.  Davis,  Joseph 


1^"  S160,000  has  already  been  Hubsciibed  to- 
wards the  construction  of  the  North  Missi  mri  rail- 
road, and  the  amount  will  probably  reach  two  mil- 
lions betore  the  end  of  July. 


ejctors  of 

orthern 

ed 


ConiniUslonera  AKreeilupon> 

We  understand  tliat  the  Board  of  Dir 
the  Illinois  Central   Rail   Road  and  the  ^ 
Indiana  and  Chicago  Railroad  have  agre^ 
William  11.  Swift,  of  Boston,   Gen.   Wi 
the  Suite  of  New    York,  and   William  H 
head,  chief  Engineer  of  the  Milwaukee 
issippi  roiid,  as  Commissioners  to  .settle 
and  manner  of  crossing,  and  other  quesllions 
tween  the  two  companies,  relative  to  the 
of  their  rojuls  near    this  city.       This 
question   seems  to  be  in  a  fair  way  to  be 
settled. — Chicago  Tribune. 
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Notice  to  Contractor?* 

JEFPERSONVILLK  KAILROADJ. 

SEALED  Proposals  will  be  received  at  tpe  office 
of  the  Company  at  Jeflersonville,  Indiana,  un- 
til 10  o'clock,  A.  M.,  on  Wednesday',  the  |7th  day 
September,  1853,  for  the  clearing,  grading  and 
bridging  the  road  between  Edinburg  and  Indiana- 
polis. I 

Proposals  may  be  made  for  sections,  divisions, 
or  the  entire  line,  about  30  miles,  payabl^  in  the 
7  per  cent  mortgage  bonds  of  the  Companjf  or  part 
bonds  and  part  cash,  and  also  for  i)aymentk  entire- 
ly in  cash.  I 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgement  will  besfl  secure 
the  prompt  construction  of  the  road,  and  to  reject 
all,  if  none  are  satisfactory. 

The  route  traverses  a  fertile  country,  fupishing 
abundant  supplies  of  all  kinds,  and  the  line  is  easy 
of  access  at  all  points. 

Bidders  will  please  give  their  post  oiace  ad- 
dress. 

WILLIAM  G.  ARMSTRONG,  Presfdent 

Jeffersonville,  July  9,  1853. 


BlOBABD  NORRIS. 


HCNRT  LATIXBR  :>fOBRIS 


Richard  Norris  &  Som, 

NORRIS'   LOCOMOTIVE  WORKS,  Bus^  Hill, 
PHILADELPHIA,  j 

MANUPACTDRE  to  order  Locomotives,  exclusively,  on  any 
plan,  or  of  any  size — of  best  materials  and  woikmanship. 
Tbeir  Works  having  been  this  year  greatly  enlarged,  a|id  furnish- 
ed with  the  most  approved  Tools,  they  are  enabled  n^w,  having 
a  large  number  of  Workmen  employed,  to  execute  ofders  with 
despatch. 
June  0,  1853. 


[     Railroad  Iron. 

'i<MH  T  Rails  of  good  quality,  59  lbs.  to  t^  yard  to 
airive  during  July,  for  Mile  by 
:29tf  .  JOHN  U.  HICKS,  SO  B^ver  st 
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Railroad  Iron. 

C^r\f\f\  Tons  ol  KaJk  weighii^  from  08  to  60  Ibf 
^\J\J\J  of  Favorite  Patterns,  Tow 


June  21, 18S2. 


Por  sale  by 


on  hand  in  N 
W.  F.  WELD  & 
42  Central  Wharf, 


per  yard 
iw  York, 

CO., 
Bos  too. 


INDUSTRIAL  WORHS. 

.  BEMENT,  COLBY,  DOUGHERTY  &  CO. 

IRON  FOUNDBRS  AND  MACHINISTS 

Oallowlull  Street,  between  Schuylkill  Second  and  Third, 
PHILADELPHIA. 

MACHINISTS    TOOLS,  particularly   adapte<l   foi   Railroad 
Work,  Mill  Work,  and  Heavy  Castings,  lor  cupulas,  build 
iiigs,  etc.  _i 

E.  D.  MARSHALL,  JAiLES  DOUOE  ERTY, 
Vt.  A.  COLBY,  W>L  B.  hl^i>l£»  T. 


AMOSKEAG  MANF'G  CO. 

MANUFACTURERS  of  LOCOMOTIVE  and  STATIONA- 
RY STEA.M  ENGINES,  Iloilers,  Cotton  and  Woolen  Mu- 
cliinery.  Tools,  Turbine  Wheels,  Mill  Work  and  Castings  of  every 
description. 

MANCHESTER,  N.  II. 

O.  W.  BAYLEY,  Agml, 
WM.  AMORY,  Treasurer,  Manchester,  N.  U. 

Go  State  »t.,  Boston,  .Ma.s8.  ly  jy  6. 


To  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  otiicu  of  the  Lexington  and  Big 
Sandy  Railroad,  in  Mt.  Sterling,  Ky.,  until  Aug. 
10th,  at  sun  down  for  the  graduation  and  m;vsonry 
of  the  whole  of  said  Railroad,  a  distance  of  126 
miles.  Bids  will  be  received  for  any  number  of 
sections,  the  company  rescrvuig  the  right  to  reject 
all  propositions,  if  none  are  satisfactory. 

Propositions  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  runs  through  some  of  the  finest  por 
tions  of  the  State,  the  facilities  for  the  supplies  of 
every  kind  being  vcfy  abundant. 

Plans    and  specitications  may   be  seen  at  the 
of&ce  after  July  Ist. 

J.  B.  WESTBROOK,  Chief  Engineer. 

Portland,  April  9,  1853. 


Railroad  Liettins* 

KENOSHA  AND  BELOIT  RAILROAD. 

ON  and  after  the  tirst  day  of  August  next,  and 
until  the  15th  of  August,  inclusive,  proposals 
will  be  received,  under  seal,  at  the  Office  of  the 
Kenosha  and  Beloit  Railroad  company,  in  Keno- 
sha, for  the  construction  of  the  entire  road  from 
Kenosha  to  the  Rock  River  Union  Valley  Railroad, 
a  distance  of  about  50  miles. 

The  proposals  may  be  made  for  the  grading, 
masonry,  ties,  and  entire  construction  in  a  single 
contract — or  for  the  same  and  all  items  separately, 
and  in  independent  contracts  by  different  individ- 
uals. They  will  likewise  be  received  for  the  above 
in  parts.  The  work  will  besides  be  divided  into 
sections  of  moderate  length,  and  proposals,  as  a- 
bove,  for  a  single  section  or  any  number  of  sec- 
tions will  be  received. 

Profiles  and  specifications  may  be  inspected  at 
the  Engineer's  Office  in  Kenosha,  on  and  between 
the  days  above  specified,  and  forms  of  proposals 
will  be  supplied  to  all  who  desire  to  take  con- 
tracts. 

ALEX.  C.  TWINING,  Engineer. 

Engineer's  Office,  Kenosha,  June  20th. 

CENTRAlTRAILROAbncO. 

OF   NEW  JERSEY. 

$950,000  of  Stock. 

BY  ORDER  of  the  Board  of  Directors,  the  Fi- 
nance Committee  of  the  Central  Railroad  Co. 
of  New  Jersey  will  open  Books  of  Subscription  for 
the  Unissued  Stock  of  the  Company,  amoimting  to 
$960,000,  at  the  Bank  of  America,  in  the  City  of 
New  York,  on  the  27th  June  instant,  and  keep  the 
same  open  one  week,  unless  the  whole  amount 
shall  be  sooner  subscribed.  This  Stock  comprises 
all  that  the  Company  are  entitled  to  issue,  and  the 
money  received  is  to  be  applied  to  the  construc- 
tion of  a  second  track,  improvements  at  Elizabeth- 
port,  and  other  preparations  imperatively  demand- 
ed by  the  connections  to  be  opened  in  another 
year.  This  mode  of  distribution  has  been  adopt- 
ed, in  preference  to  a  pro  rata  allotment,  to  en- 
large the  number  of  stockholders,  and  facilitate 
the  acquisition  of  stock  by  those  now  desirous  but 
unable  to  procure  it. 

The  Ferry,  12  miles,  from  New  York  to  Eliza- 
bethport,  and  the  Railroad,  63  miles,  from  Eliza^ 
bethport  to  Easton,  Pa.,  have  been  operated  thro' 
the  entire  distance  for  nearly  a  year,  and  both  are 
fully  equipped  for  the  present  business.  Passen- 
gers preferring  the  land  route  can  go  from  New 
York  by  the  way  of  Newark  to  Elizabethtown  and 
there  intersect  the  trains. 


From  the  terminus  at  Easton,  the  Lehigh  Val- 
ley Railroad  is  in  active  course  of  construction  to 
Mauch  Chunk,  46  miles,  and  will  be  opened  in  Ju- 
ly, 1854,  connecting  New  York,  winter  and  sum- 
mer, with  the  Lehigh  coal  fields,  by  a  route  of  on- 
ly 125  miles ;  the  Lehigh  road  having  only  de- 
scending or  level  grades,  and  the  Central  Road  no 
grade  over  21  feet  to  the  mile.  At  Tamaqua  the 
Lehigh  road  connects  with  the  Catawissa  road,  now 
constructing,  and  to  be  completed  in  May,  1854. 
This  connects  with  the  Sunbury  and  Erie  road, 
now  under  contract  and  to  be  completed  in  two 
years.  Thus  the  year  1865  will  see  a  new  route 
of  favorable  grades  and  curves  only  462  miles  in 
length,  opening  from  New  York  to  Erie  on  Lake 
Erie. 

A  direct  and  favorable  connection  with  Pitts- 
burg and  the  Pennsylvania  Central  Railroad,  can 
also  be  made  through  existing  roads  and  charters. 

From  New  Hampton,  a  point  on  the  Central 
Railroad  of  New  Jersey,  59  miles  from  New  York, 
the  Warren  Branch  road  in  connection  with  the 
Delaware,  Lackawanna  and  Western  road  and  the 
Oswego,  Syracuse  and  Biughamtonroad,  will  bring 
the  Lackawanna  coal  region  within  133  miles  of 
New  York,  with  grades  of  only  21  feet  to  the  mile 
(except  for  a  few  miles  in  leaving  the  coal  basis  at 
Seranion),  and  give  an  unbroken  line  of  six  feet 
gauge,  310  miles  in  length,  from  New  York  to  Os- 
wego on  Lake  Ontario.  Of  this  distance,  156  miles 
are  finished  and  in  openation  ;  8U  miles  are  under 
construction  and  to  t)e  opened  this  Fall ;  the  re- 
maining 74  miles  are  located,  contracted,  and  to 
be  comi)ltted  in  the  Fall  of  1864. 

It  may  be  interesting  to  state  that  the  Central 
Railroad  of  Now  Jersey,  from  its  local  business, 
without  any  of  the  anticipated  connections,  has 
been  enabled  to  pay  seven  per  cent  on  the  cost  of 
the  several  sections  as  they  have  been  opened,  and 
that  the  entire  road,  with  its  present  local  busi- 
ness, is  now  paying  dividends  at  that  rate. 

At  the  close  of  the  fiscal  year,  April  1,  1853,  the 
financial  condition  of  the  company  w;is  as  follows : 

Capital  stock $1,034,700  00 

Mortgage  bonds,  7  per  cent 1,600,000  00 

Other  bonds,  6  per  cent 113,000  00 

Bills  payable  and  balance  due 249,022  04 

Balance  of  earnings  over  dividend..  1,006  86 


$2,897,728  89 

This  was  represented  by  the  following  property : 

Railroad,  average  $37,800  per  mile.  $2,379,886  64 

Ferry  interest  and  boats 140,900  00 

Station  houses,  shops,  etc 78,000  00 

Land  at  Elizabethport 55,016  77 

Equipment 218,604  64 

Materials,  wood,  coal,  cash,  etc ....        26,420  84 


$2,897,728  89 

Full  statements  of  the  condition  of  the  compa- 
ny can  be  obtained  at  the  office,  6  Wall  street, 
where  those  desirous  to  examine  the  road  with 
reference  to  investment  can  procure  tickets  for  the 
trip. 

The  Finance  Committee  call  the  attention  of 
capitalists  with  the  greatest  confidence  to  the  pre- 
sent position  and  future  prospects  of  the  road,  be- 
lieving that  no  road  in  this  vicinity  presents  great- 
er inducements  for  investment.  They  reserve  the 
right  to  reject  or  reduce  subscriptions,  if  the  whole 
amount  subscribed  should  exeed  the  amoimt  to  be 
issued. 

Ten  per  cent  will  be  required  to  be  paid  on  jil- 
lotment  of  the  stock,  and  the  remainder  in  instal- 
ments of  ten  per  cent  every  sixty  days  on  notice, 
as  required.  Interest  at  the  rate  of  seven  per  gent 
will  be  allowed  till  the  instalments  have  all  been 
called.  If  the  dividends  on  the  ftill  stock  are  at 
a  higher  rate,  the  difference  will  be  made  good  to 
thh  scrip  Stockholders  when  their  stock  is  filled 
up.  ..    ..,,..  ^ 

Dated  New  York,  June  17, 1853. 
JOHN  T.  JOHNSTON,  . 
JOHN  C.  GREEN,  /     Finance 

WILLLAM  E.  DODGE,       (  Committee. 
WILLIAM  S.WETMORE,^        ,       . 
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proves.  Now  we  are  investing  an  unprecedented 
amount  in  railroads,  and  these  works  cannot  es- 
cape the  application  of  an  universal  law  in  com- 
mercial affairs.'  This  is  the  manner  in  which  a 
class  among  us  reason,  and  with  a  certain  plau- 
sibility, too,  because  as  applied  to  nearly  all  oth- 
er transactions,  their  premises  are  mainly  correct. 
The  falacy  lies  in  the  fact  that  the  premises  as- 
sumed, are  n^t  correct  in  their  application  to  rail- 
road.s.  Were  it  otherwise,  our  onward  course 
would  have  been  cut  short  long  ago.  For  five  ycarN 
past  have  wc  been  moving  forward  with  a  con- 
stantly accelerating  pace,  and  with  uninterrupted 
success.  Never  were  our  railroads,  and  every  oth- 
er interest  in  the  community,  in  so  prosperous  a 
condition  as  at  the  present  time.  Every  branch 
of  business  is  in  full  activity.  This  is  emphatical- 
ly the  case,  with  the  most  important  of  all,  agri- 
culture, upon  which  all  others  are  base<l.  There 
never  was  a  perio«l  in  which  the  aggregate  produc- 
tion of  the  soil  was  so  gi'eat,  nor  when  an  equal 
quantity  wjis  produced  witli  the  same  amount  of 
labor.  The  same  may  be  said  of  .ill  other  depart- 
ments of  industry,  and  wc  are  only  saved  from 
the  inconveniences  of  an  excessive  surplus  in  all, 
American    Railroad    Journal. iby  a  regular  and  active  foreign  demand  for  our 

■great  staples. 
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Satardajr,  July  30,  1803. 

Railroads  and  Railroad  Negotiations. 

The  immense  sums  we  are  investing  in  railroads 
naturally  suggest  apprehensions  on  the  part  of 
the  more  timid  of  our  capitalists,  that  we  are  over- 
doing the  business.  They  can  find  no  preced- 
ent for  the  safe  expenditure  of  such  vast  sums 
in  works  of  a  permanent  character,  which  will  re- 
quire a  long  course  of  years  to  replace  by  their 
earnings,  their  original  cost.  This  class  of  persons, 
regularly,  every  year,  figure  out  to  a  demonstra- 
tion, that  a  crisis  is  before  us,  and  that  a  disas- 
trous revulsion  must  soon  overtake  the  majojity 
of  our  roads,  involving  a  great  loss  by  the  depreci- 
ation in  value  of  their  stock,  and  in  some  cases  of 
their  credits. 

The  reasoning  by  which  these  conclusions  are 
arrived  at  is  as  follows :  "Excessive  investments 
n  every  kind  of  business  are  certain  to  be  followed, 


The  fact  is  that  as  far  as  the  great  mass  of  our 
roads  are  concerned,  we  passed  the  critical  period 
long  ago.     This  was  when  the  great  majority  of 
them  were  simultancotislii  in  progress;  when  they 
were  calling  for  vjist  sums  of  money  to  carry  them 
forward,  and  before  they  were  able  to  make  any 
!  return  upon  their  cost,  or  to  be  of  any  general  ben- 
jefit    to  the  community.  This  was  the  period  when 
I  a  crisis  threatened.   Having  passed  it,  the  dangers 
then,  and  at  present  anticipated,  by  certain  par- 
ties, are  left  far  behind.     New  ones  may  beset  us, 
but  not  from  what  we  have  done,  but  from  what 
we  may  do.      ,*  .1     ■    , 

We  have  now  in  operation  in  all  the  states  some 
15,000  miles  of  railroad,  which  have  cost  say  $500,- 
000,000.  Now  taking  the  net  revenue  of  these 
roads,  and  the  incidental,  which  are  the  main  ad- 
vantages flowing  from  them,  and  there  is  no  doubt 
that  these  roads  produce,  annually,  more 
than  the  entire  expenditure  in  'new  works.  Assum- 


ing, too,  which  is!  not  probably  wijpe  of  tlie  fact, 
that  the  whole  investment  in  the  U^i^^'^^  ^^'^'^^■'^  ^'•'^ 
more  than  replaced  itself,  by  the  i^vcnu*-  it  h.-ts 
yielded,  and  in  toe  diminished  cost  of  transporta- 
tion, and  we  havq  not  only  our  original  capital  in 
hand,  for  new  wofks,  but  wc  have  in  addition  the 
yearly  income  of  our  roads. 

Here,  then,  is  the  great  secret  bf  ojr  present 
prosperity.  Welshallonly  becom^  the  .stronger 
as  we  advance,  provided  we  confiiic  ouiselvcs  to 
strictly  legitimatg  and  paying  projedts.  Ourro:ids 
have  made  our  pc<>ple  rich  and  stroni,  because  they 
have  enabled  thc^  to  avail  thcmscljkes  of  their  re- 
sources. They  Have  given  marke^  where  none 
previously  existed,  and  have  often  ^aved  half  the 
value  of  a  crop,  ot"  an  article  of  merchandize,  by 
the  diminishi^  cdst  of  transportation.  Our  market* 
are  often  distant  4  thousand  miles  fiiom  the  produ- 
cers, and  from  th(>  great  vmiformity  $n  the  pursuits 
of  the  great  mass  of  our  people,  a  |najority  of  ar- 
ticles entering  into  consumption  ha^e  to  b«'  trans- 
ported an  equal  distance.  Railroads  in  the  Uni- 
ted States,  theref<>re,  are  not  only  i  iitdispi>nsablc 
to  the  developem«|nt  of  our  va."st  respurccs,  to  the 
personal  convenience  of  our  peopici  but  add  im- 
mediately and  in  bn  extraordinary  4eg;:^  to  their 
wealth.  I  I     , 

.Such  we  believ^  to  be  correct  views  of  the  fi- 
nancial condition  pf  our  country  an|d  of  our  rail- 
roads ;  views  the  Roundness  of  whiclt  has  been  ful- 
ly demonstrated  by  the  history  oC  these  work*/ 
and  the  steady  adfiancc  that  we  haire  been  mak- 
ing for  the  piist  sil  or  eight  years  iii  all  the  ele- 
ments of  prosperity.  What  we  hava  done  has,  on 
the  whole,  been  wjell  done.  The  colt  of  our  rail- 
roads has  not  been  felt  to  be  a  Iturdcfa,  for  the  rea- 
son that  they  have  so  rapidly,  ii  the  manner 
we  have  stated,  rq»aid  their  cost.  ,  If,  when  our 
present  magnificent  systems  were  ^]y  half  com- 
pleted, when  the  ^eat  majority  of  ciur  roads  were 
struggling  to  obtain  the  means  for  tfeeir  construc- 
tion, and  those  in  operation  were  iithout  those 
connections  that  have  since  added  sat;h  an  increase 
to  their  revenues,  our  people  couldi  stand  under 
the  load  resting  upon  them,  what  cdn  they  not  do 
now  that  these  to^s  are  all  complc^d  and  iu  op- 
eration,  and  by  thefir  success  calling  to  their  support 
not  only  the  capital  of  the  United  States,  but  the 
whole  world ;  and  Btill  more,  when  tl^e  roads  them- 
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selves  are  rapidly  reUuniiig  into  the 
those  constructing  them  their  first  cost 
So  much  for  our  relations  to  the  p 
we  to  take  "an  account  of  stock,"  at  tjho  present 
time,  a  satisfactory  balaQCC  would  be  found  on 
the  right  side.  Mistakes  have  been  committed, 
and  losses  susUtined,  but  these  have  not  affected 
the  general  result.  Up  to  the  presL'iit  time  the 
investments  in  railroads  have  been  gooa  ones,  ad- 
vantageous to  our  people  in  an  eminent  degrf  e, 
and  satisfactory  to  the  capitalists  who  hi ive  invest- 
ed in  them.  The  latter  have  almost  nvariabiy 
fared  better  than  they  expected.  They  irc  receiv- 
ing for  their  money  a  high  rate  of  intcnist,  and  in 
most  instances,  at  a  handsome  advance 
cost.  As  :ar  aa  they  have  aided  in  the 
iiou  of  our  work-H,  all  p.-xriies  to  the  transactions 
have  been  mutually  benefitted. 

The  past  therefore  is  well.  It  is  in  t!io  present 
and  future  that  our  danger  lies  ;  and  there  can  be 
no  doubt  that  wo  are  now  much  more  liable  to 
run  to  Excesses  and  commit  serious  mistakes  tlian 
wo  were  two  or  three  years  back.  Five  years  ago 
railways  were  comparatively  unpopular.  They  at- 
tracted little  attention,  and  their  success,  as  invest- 
ments of  capital,  was  regarded  as  prob  ematical. 
The  means  for  their  construction  was  coasequent- 
ly  i\imislied  sparingly,  and  to  such  pro,  ects  only 
that  seemed  to  present  all  the  guaranties  of  safe- 
Under  such  circumst<inces,  the  first  investments 
in  them  could  hardly  fail  to  turn  out  well.  The 
imparallclcd  success  which  has  attended  their 
construction  has  completely  changed  thd  tone  of 
public  opinion  in  reference  to  them.  Distrust  and 
doubt  has  given  place  to  apolicy  of  unlimi  ;ed  confi- 
dence. Railroads  are  believed  to  be  very  practica- 
ble, and  those  immediately  interested  in  their  con- 
struction ea.sily  work  themselves  into  t|ie  belief 
that  they  are  sure  to  pay  under  all  circuihstances. 
This  feeling  is  shared  to  a  very  consideijable  ex- 
tent by  cajiitalists  themselves.  It  is  easkr  to  see, 
therefore,  that  we  are  now  nmch  more  likely  to 
embark  in  visionary,  unprofitable  or  uncleilled  for 
enterprises,  than  at  any  other  period  in  ojuc  histo- 
ry. We  have  everything  to  urge  us  forwird  ;  con- 
fidence arising  from  past  success,  an  easV  money 
market,  the  hope  of  making  money  by  |the  con- 
struction of  roads,  and  an  earnest  desird  on  the 
part  of  every  community  without  them,  t)  secure 
the  soci<al  advantages  which  they  confer.  If,  with 
all  these  impulses  to  urge  us  forward,  w4  should 
steer  clear  of  mist.ikes,  even  to  the  degt-e%  that 
we  have  for  the  time  past,  it  would  certainly  be 
marvellous.  We  cannot  expect  to,  unless  bm-  cau- 
tion keeps  pace  with  the  inci  eased  temptations, 
and  with  the  greater  danger  we  are  imderpf  being 
deceived  and  mistaken.  There  is  no  do|ibt  that 
in  certain  localities  at  least,  it  would  be  ujseful  to 
follow  the  popular  sentiment  in  reference!  to  rail- 
roxids,  and  we  know  how  hard  it  is  to  resist  th^  gener- 
al sentiment  of  a  community,  or  for  individjuals  not 
to  be  affected  by  its  contagion.  Hence  t^ie  great 
duty  of  those  who,  from  being  far  removed  from 
the  immediate  excitement  attendant  upon  the  con- 
struction or  the  agitation  of  these  projects,  and 
from  having  little  immediate  interest  at  s^ke,  of 
pointing  out  the  danger  into  which  we  ar^  liable 
to  fall,  and  of  enforcing  the  observance  of  k  policy 
which  will  preserve  our  whole  system  in  a  sound 
and  healthy  condition. 

Wo  would  by  do  means  convye  the  ide^,  that 
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because  we  are  building  a  great  number  of  rail- 
roads, we  are  building  more  in  the  aggregate  than 
the  w;u)ts  of  the  country  require.  The  state  oi 
Ohio  will  soon  have  3000  miles  in  operation.  The- 
state  of  Tennessee  only  about  160  miles.  The 
roads  of  Ohio,  on  the  average,  will  pay  well,  and 
will  all  be  required  to  meet  the  wants  of  the  [>eople. 
Now  there  is  no  reason  why  at  least  2000  miles 
would  not  meet  with  equally  profitable  employ- 
ment in  Tennessee,  and  why  they  should  not  prove 
a  safe  investment  for  capital.  The  same  may  be 
said  of  Kentucky,  Alabama,  Missouri,  Mississippi, 
and  in  fact  of  nearly  all  the  southern  and  western 
states.  But  railroads  are  wanted  in  the  east  as 
well  as  in  the  south  and  west.  J^our  Iknusaud 
miles  of  railroad  would  this  day  find  i)rofltable 
employment  in  the  state  of  Pennsylvania,  (where 
there  ai*e  not  over  1250  in  actual  operation.)  and 
as  many  in  Virginia.  We  have  only  commenced 
the  construction  of  these  works.  We  shall  go  on 
with  regular  and  unifonu  pace  till  we  hiive  50,000 
miles  of  road  !  They  will  penetrate  every  section 
of  country,  and  will  in  the  end  become  tlie  cora- 
mou  highway  of  our  people.  It  is  not  the  number 
of  miles  that  we  may  build  that  should  create 
Alarm,  but  their  over  construction  in  districts  al- 
ready sufficiently  supplied  with  these  works. 

This  tendency  has  already  manifested  itself  in 
Ohio,  and  in  western  New  York.  There  isno doubt 
that  railroads  [^have  been  pushed  to  an  unwise 
extent  in  Massachusetts.  But  the  railroads  in 
this  state  were  built  entirely  with  r/o»ie.s/jc capital, 
and  when  the  parties  interested  in  a  road  furnish 
the  means  of  construction,  the  propriety  of  their 
course  concerns  them  alone.  If  they  commit  a 
mistake  it  will  not  be  apt  to  be  repeated.  When 
men  pay  as  they  so,  they  will  not  blunder  twice. 
They  cannot  extend  themselves  so  as  to  create  any 
serious  injury  to  the  public.  When,  on  the  other 
hand,  those  interested  in  a  road  expect  foreigners 
to  build  it,  the  expediency  of  the  project  becomes 
at  once  a  proper  object  for  criticism,  otherwise  the 
community  may  be  led  to  undertake  the  construc- 
tion of  works  not  needed,  and  which  may  recjuire 
an  amount  of  capital  for  their  completion,  far  be- 
yond the  ability  of  the  public  to  supply.  So  long 
;is  we  confine  ourselves  to  legitimate  projects,  we 
have  nothing  to  fear.  But  the  moment  we  take 
up  those  of  a  different  class,  we  start  on  a  course 
which  can  only  end  in  a  financial  crisis,  disastrous 
alike  to  railroads,  and  to  every  interest  in  the 
community. 

We  state  these  general  principles,  partly  for  the 
benefit  of  parties  investing  in  our  roads,  and  part- 
ly for  the  purpose  of  indicating  the  course  we  shall 
pursue  in  reference  to  every  project  that  may 
come  before  the  market. 

The  highest  good  of  our  roads  is  best  promoted 
by  maintaining  the  whole  system  in  a  sound  con- 
dition. If  a  company  does  not  present  all  the 
guarantees  of  safety,  it  is  much  better  for  them  to 
postpone  their  project,  than  to  embark  in  a  hazar- 
dous one,  with  the  imminent  risk  of  losing  all  they 
put  into  it.  If  a  weak  one  is  attempted  to  be  foist- 
ed upon  the  public,  we  owe  it  as  a  duty  to  a  large 
class  of  persons,  who  rely  upon  us  for  information, 
to  expo.se  it.  Now,  we  do  not  presume  to  say  that 
every  security  must  pass  the  ordeal  of  our  opin- 
ion to  be  negotiated.  We  may  be  mistaken  as  to 
facts,  and  come  to  a  wrong  conclusion  in  a  given 
case ;  but  we  do  say  that  if  a  manifestly  unsafe 


project  be  presculcd,  and  itsuusuundiicss  e.\po«ed, 
capitalists  will  not  touch  it ;  or  if  any  suggestion 
of  wrong  be  made,  upon  good  grounds,  they  will 
be  very  apt  to  take  the  matter  into  their  own 
hands,  and  probe  it  to  the  bottom.  We  therefore 
urge  upon  .all  companies  in  presenting  their  claims 
the  importance  of  making  out  a  good  case  beyond 
all  cavil,  assuring  them  in  such  case  that  the  opin- 
ion of  an  individual,  or  the  press,  can  have  but  lit- 
tle influence  in  opposition  to  real  merit. 

When  parties  engaged  in  the  construction  of  a 
road,  build  it  with  their  own  means,  their  conduct 
is  no  concern  of  ours.  So,  too,  where  they  fur- 
nish a  sufficient  sum  to  render  entirely  secure  all 
they  may  seek  to  borrow.  They  may  act  very  un- 
wi.sely  in  our  opinion,  but  we  are  not  the  judge  of 
the  propriety  of  their  conduct.  It  is  only  when 
the  public  have  an  interest  .at  stake,  when  the 
basis  offered  for  a  loan  is  of  doubtful  sufficiency, 
that  we  claim  the  right  to  interpose.  When  a 
company  may  be  cng-agod  upon  what  we  consider 
a  purelif  rival  work,  we  may  express  our  opiniors 
freely,  and  do  what  we  can  in  this  manner  to  de- 
feat it ;  but  as  we  go  for  entire  freedom  in  the  con- 
struction of  railroads,  those  who  persist  in  quixot- 
ic schemes,  using  their  oim,  means  alone  have  a 
perfect  right  to  do.  A  merchant  may  commit  a 
very  foolish  act  in  building  a  ship,  but  it  would 
be  a  still  greater  folly  to  attempt  any  fcstraint 
upon  his  freedom. 

If  our  railroad  companies  will  furnish  by  in- 
dividual subscription  (not  by  credits  of  municipal 
corporations),  one-half  thti  cost  of  their  roadis, 
we  shall  be  in  no  danger  of  overdoing  the  business 
for  some  time  to  come  .at  least ;  neither  will  securi- 
ties be  offered  that  are  not,  .as  ageneral  nile,  entirely 
sound.  Such  subscriptions  cannot  be  made  up  by 
rival  lines,  nor  weak  projects.  Our  people  have 
too  much  sense  to  put  their  own  means  at  hazard. 
If  they  keep  aloof,  strangers  should  do  no  less. — 
If  such  a  stock  subscription  cannot  be  made  up  on 
the  line  of  a  proposed  road,  then  the  project  is 
prematiire.  These  rules  meet  the  case  exactly. 
They  are  cosily  understood  and  applied ;  and  if 
obedience  to  them  is  enforced  by  capitalists,  they 
may  invest  in  railroad  securities  with  entire  safe- 
ty, and  at  the  same  time  they  will  impose  a  proper 
restraint  upon  their  excessive  construction,  .and 
preserve  this  great  interest  in  a  sound  and  healthy 
condition. 


Railway  Trains  from  Boston. 

Snow  s  Railway  Guide  for  July  shows  that  132 
railro.ad  trains  leave  Boston  daily,  viz :  by  Old  Co- 
lony, 17  ;  Providence,  18 ,  Worcester  25 ;  Fitch- 
burg,  26 ;  Lowell,  15 ;  Boston  and  Maine  30 ;  and 
Eastern  11.  This,  of  course,  includes  .all  the 
branches.  The  same  number  returns  daily,  like- 
wise, and  makes  a  heavy  aggregate  of  business. 


The  Chilled  Slip  Tire.     <>  . 

Mr.  L.  B.  Tyng  the  proprietor  of  this  raluable 
improvement  has  recently  returned  from  Ohio, 
where  be  has  introduced  and  now  has  in  operation 
a  largo  number  of  his  tires.  The  Ohio  and  Penn- 
sylvania Railroad  have  twenty  of  these  in  suc- 
cessful use.  Mr.  Roberts  the  Superintendent,  and 
Mr.  Glass  the  Master  machinist  of  the  road,  ex- 
press entire  confidence  in  their  value.  The 
Little  Miami,  Cleveland  and  Pittsburgh,  Hamil- 
ton and  Dayton,  Mad  River,  and  other  roads  in 
Ohio  have  a  large  number  (between  one  and  two 
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hundred)  of  these  tires  in  use,  and  their  officers 
express  the  same  opinion  of  their  merits.  We 
learn  that  Mr.  Tyng  will  sodu  establish  a  perma- 
nent agency  for  the  sale  of  his  tires  in  New  York 
and  Cincinnati,  and  will  offer  an  article  which 
shall  possess  all  the  excellence  of  iron  and  even- 
ness of  chill  which  can  be  secured  by  the  experien- 
ce of  the  oldest  manufacturers  Mr.  Tyng's  address 
is,  at  present  at  Lowell  Mass. 

""     Balaucii&K  Liocoinotive  Drivers. 

The  absorption  by  "counterbalancing"'  of  the 
disturbing  forces,  generated  in  the  locomotive,  is 
an  important  object  with  the  locomotive  builder 
and  operator.  The  irregularities  arising  from  the 
unbalanced  momentum  of  the  reciprocating  part.>< 
of  the  locomotive  is  a  source  of  very  destructive 
wear,  both  to  the  engine  and  to  the  road.  It  man- 
ifests itself  especially  in  outside  connected  engines 
between  the  axes  of  the  reciprocating  motions; — 
These  motions,  if  occurring  upon  a  common  axis, 
being  partly  neutralized  in  each,  and  lessened  as 
tho  axes  approach  a  common  line.  It  has  been 
the  want  of  proper  and  accurate  balancing  that 
has  kept  the  outside  connection  in  disfavor  with  a 
large  number  of  railroad  men,  but  as  this  imper- 
fection is  estimated  and  corrected,  the  simplest, 
safest,  lightest  and  most  mechanical  arrangement 
will  secure  its  position  in  the  construction  of  loco- 
motives. There  are  simple  and  perfect  rules  for 
obtaining  the  weight  and  position  of  counterbal- 
ances, and  machinists  and  masters  of  engine  re- 
pairs will  find  their  application  to  form  a  ver>-  in- 
teresting problem  in  the  construction  of  locomo- 
tives. 

,  Mr.  Daniel  Kinnear  Clark,  in  his  elaborate  and 
valuable  treatise  on  Railway  Machinery,  has  pre- 
sented the  entire  subject  of  balancing  drivers  in 
a  brief  and  intelligible  manner,  which,  for  the  aid 
of  many  of  our  readers  who  are  interested  in  this 
subject,  but  who  may  not,  perhaps,  procure  Mr. 
Clark's  work,  we  will  transcribe  here. 

"  Historical  Summary. — Since  1810,  Mr.  George 
Heaton,  of  Birmingham,  has  paid  great  attention 
to  the  balancing  of  machines  in  motion,  with  a 
view  both  to  their  stability  and  their  durability. 
In  1838  he  experimented  with  a  model  of  a  rail- 
way carriage  wheels  and  axle,  and  showed  that 
by  loading  the  wheels  ou  one  side,  to  represent 
full-size  wheels  with  tires  ig  inch  unequally  thick, 
instability  of  various  kinds  would  be  developed, 
when  they  were  rolled  along  the  table.  He  class- 
ed tho  driving  wheels  and  axles  of  locomotives, 
with  their  revolving  appendages,  as  unbalanced 
wheels ;  and  proposed  to  apply  counterweights  to 
the  wheels,  between  the  spokes,  to  balance  the 
revolving  masses,  an  idea  which  was  carried  out 
by  Mr.  M'Conncll,  in  1842,  on  the  Birmingham 
and  Gloucester  railway.  On  the  Eastern  Coun- 
ties railway,  Mr.  E.  A.  Cowper  states,  Messrs. 
Braithwaite  and  Milner  had  balanced  wheels  in 
the  same  way,  in  1837.  About  the  same  time 
Messrs.  Sharp  and  Roberts,  of  Manchester,  appli- 
ed balance  weights  in  their  driving  wheels  for  the 
revolving  masses,  and  they  were,  we  believe,  the 
first  among  English  makers  who  did  so. 

To  meet  not  only  the  revolving  unbalanced 
weights,  but  also  the  reciprocating  masses  of  the 
piston  and  appendages,  as  well  as  for  other  ob- 
jects, Mr.  J.  G.  Bodmer  patented  in  1841  the  ap- 
plication of  two  pistons,  of  the  same  stroke,  to 
work  iu  each  cylinder,  operatmg  upon  a  douWe 


crank  on  the  axle,  in  ojjposile  directions.  Thus 
the  disturbing  action  of  one  piston,  with  its  crank 
and  connecting  rod,  neutralized  that  of  the  other, 
and  perfect  equilibrium  was  gained. 

It  is  needless  to  add  that  Mr.  Bodmer's  plan 
was  too  complicated  for  general  use.  Mr.  Heaton 
simplified  the  idea  by  applying  duplicate  recipro- 
cating masses,  of  equal  weight  with  the  piston  and 
appendages,  placed  along  side  the  fire-box,  and 
worked  by  a  reverse  crank  from  the  axle, — apian 
which  he  patented  in  1847.  Still  too  complicat- 
ed. 

Mr.  W.  Fernihough,  in  October,  1845,  conceivpd 
that  if  a  revolving  balance  weight  be  applied  to 
the  wlieel  sufficiently  heavy  to  balance  not  only 
the  crank,  but  als^o  the  connecting  rod,  pis^ton 
and  appendages,  the  objects  of  Mr.  Hcaton's  appa- 
paratus  would  be  jrained,  while  the  irrcguLarities 
of  vertical  pressure  on  tlie  rail  due  to  tlie  excess 
of  centrifugal  force  of  the  balance- weight,  would 
not  materially  atfect  the  stability  of  the  engincj — 
This  conception  was  well  borne  out  in  practice,  as 
he  found  that  outside  cylinder  engines  so  balanc- 
ed were  made  "infinitely  steadier,"  and  the  truth 
is  that  centrifugal  disturbance  vertically,  however 
potently  it  may  aflcct  the  motion  of  carriages  and 
other  lighter  vehicles,  is  by  far  the  least  important 
element  of  instability  in  locomotives.  But,  though 
the  means  of  obtaining  the  material  objects  of  a 
complete  balance  were  thus  early  pointed  out  by 
Mr.  Fernihough,  English  engineers  generally  have 
not  appreciated  the  importance  of  e.vtending  the 
balance  beyond  the  revolving  parts ;  and  they 
have  endeavored  to  increase  the  stability  rather 
by  such  means  as  extending  the  wjieel-base,  low- 
ering the  center  of  gravity,  and  coupling  taut  to 
the  tender. 

Three  years  after  Fernihough,  in  1848,  M.  Nol- 
lau,  of  the  Holstein  railway,  published  his  resear- 
ches on  the  balancing  of  locomotives.  *  He  ana- 
lysed the  causes  of  instability,  and  recognized  the 
advantage  of  balancing,  by  counter  weights  ap- 
plied to  the  wheels,  the  alternate  action  of  the 
piston,  as  well  as  the  centrifugal  force  of  the  re- 
volving parts.   '  V  6  t 

In  1849,  M.  Lc  Chatclier  pxiblishcd  his  import- 
ant investigations  on  the  stability  of  locomotives,t 
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and-afl  movement,  rectilmeal  and 
rails,  causing  a  j<)lting  movement, 


there  is,  4th,  a  lo  igitudinal  reciph;  eating,  or  fore- 

)arallel  to  the  I 
visible  in  side  ! 
elevation  and  plan.  These  erratic  movements,! 
though  originatiijg  in  the  mcchani^i,  are  matcri- 
allv  aflected  bj'  t^e  general  arranfcmeuts  of  the  ! 
machine,  as  to  disposition  of  weight,  phicing  of  | 
axles,  design  of  springs,  and  so  forth. 

The  operation  t>f  the  reciprocating  jtarts  of  the 
Mechanism  as   disturbing  causes  is  readily   ex- 
plained :  they  ate,   during  each  jstroke,  moved 
from  a  state   ofirest  and  accelerated  in  motion 
throughout  the  l^^t  half  of  each  stroke,   and   re-  I 
tardedin  motion  .and  finally  reduced  to  a  state  of! 
restthroughout  the  hist  half  of  tli^   stroke.     The  j 
steam  pressure  required  to  move  tlem  is  exerted 
also  upon  the  cylinder-end,  and,   ujtimately  upon  ! 
the  body  of  the  kiachinc, — the  ste^m  operating  as 
a  screw  jack  betv^een  the  cylinder  ^over   and   pis-  ; 


in  which  he  works  otit  the  whole  theory  of  the  1  to°—an<i  **»«  ^*''o'«  Machine  ifi  consequence 
subject,  embracing  all  that  had  been  done  by  pre- 1  s^'^^JS  ^o  one  sid*.  During  the  la|it  half  stroke, 
vious  engineers,  and  supplies  rules  for  practice, Hhe  momentum  aic<iuired  by  the  njoving  part*  is 
confirmed  by  actual  experiment.  To  this  work^^^elivered  to  the  trank  pin  and  axle,  and  Uience 
we  are  indebted  for  much  of  what  follows,  on  the!  ^  "le  engine  causing  it  to  swerve  ^o  the  opposite 
balancing  of  the  engine. 


Nature  of  the  internal  disturbing  forces  caused  by 
the  inertia  of  the  mechanism. — A  locomotive  iu  mo- 
tion may  be  aflfected  by  angular  or  perpendicu- 
lar movements  horizontally  and  vcrticallj',  and  by 
a  longitudinal  fore-and-aft  movement,  coinciding 
in  their  oscillations  with,  and  arising  from  the  in- 
ternal reciprocations  of  the  mechanism.  The  pen- 
dulous movements  .are  of  three  kinds,  and  take 
place  round  the  horizontal  and  vertical  axes  of  the 
machine,  passing  through  iis  center  of  gravity,  or 
nearly  so: — 1st,  horizontal  vibration  round  the 
imaginary  axis  of  motion,  A  B,  fig.  1,  giving  rise 
to  a  sinumis,  or  serpentine  motion,  right  and  left, 
which  would  be  visible  in  plan  and  end  elevation  ; 
2d,  vertical  vibration  on  the  axis  C  D,  or  npitckivg , 

♦  German  Railroad  Journal  of  1848. 
t  Studies  upon  the  stability  of  locomotives  in 
motion.    Paris,  1849,         .  . 


side.     This  process  is  repeated  during  the   return 
stroke  ;  and  thup,  during  one  re^jolution  of  the 
cnonk,  or  one  double  stroke  of  tie  piston,  four' 
changes  of  disturbing  force  are  calj^-d  into  .action.  | 
The  operation  ofthese  forces  may]  be  illustrated  I 


by  diagram  fig, 


A  B.  repres«ii|s  the  cylinder 
2. 


CYLINDER  AND  DRIVING-WHEEL. 
Illustration  of  internal  disturl>ia    l<>rce:>  due  to 


the  reciprocating 


l>art8. 
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with  the  piston  iusidc,  showu  ut  thu  twoct  ds  and 
and  at  the  middle  of  the  stroke,  in  the  positions 
1,'  2,'  .3'  ;C  is  the  driving  wheel  with  th<i  axle, 
and  the  circle  D  the  path  of  the  crank-]  tin,  in 
which  the  pin  is  supposed  to  arrive  at  the  positi- 
ons 1,  2,  8,  4,  simultaneously  with  the  pcsitions 
1',  2' 3',  4',  of  the  piston.  The  piston  in  moving 
from  1'  to  2'  is  impelled  by  the  force  of  the  steam  in 
thesaraedircction,as  shown  by  the  arrow  «, to  pro- 
duce which  an  equal  and  opposite  force  is  txerted 
on  the  end  A  of  the  cylinder,  shown  by  the  arrow 
a'  and  transmitted  to  the  whole  machine  :  rioving 
from  2'  to  3',  the  piston  is  retarded  by  a  Ibrce  i/ 
resulting  from  ane(iual  and  opposite  strain  Z»',  on 
the  machine  ;  from  3'  to  4',  in  the  return  i  troke, 
the  piston  is  moved  by  the  force  r,  derived  from 
the  force  r'  on  the  cylinder  end  ;  cind  from  4'  to 
1',  it  is  opposed  by  the  force  d,  due  to  the  fo"CC  fi'. 
The  lioriKontal  forces  a',  //,  c',  (/',  spent  upon 
the  machine  during  each  double  stroke,  act  each 
of  them  simultaneously  at  the  axle,  throush  the 
framing  aijd  the  connections  of  the  piston,  as 
shown  by  arrows  inscribed  on  each  quarter  bf  the 
circle  D,  from  which  it  is  plain  that  while  the 
crank  jiasses  from  the  upper  to  the  lower  center 
of  its  throw,  from  2  to  4,  the  disturbing  forces 
successively  act  ahead  :  and  from  4  to  2,  thty  act 
aback.  The  circumstances  under  which  the  ac- 
celerated motion  of  the  piston  is  acquired ,  are 
altered  when  the  engine  runs  without  stean  .  In 
tliis  case,  the  labor  of  directly  moving  Uie  piston, 
discharged  when  the  steam  i.son  by  the  ste<im  it- 
self in  the  cylinder,  necessarily  devolves  upon 
the  crank  on  the  driving-axle  ;  that  is,  the  i  nme- 
diale  strain  this  incurred  is  transferred  from  the 
end  of  the  machine,  where  the  cylinder  isphccd, 

docs 


are  opposed,  but  at  different  points  of  the  axle,  iit 
the  center-lines  of  the  cylinders,  and  pull  the 
machine  alternately  to  the  left  and  the  right  for 
one  revolution  of  the  driving  wheel,  giving  rise 
to  the  sinuous  motion  on  the  rails.  The  centri- 
fugal force  of  the  revolving  parts  aftbcts  the  sta- 
bilitv  of  the  machine,  onlv  as  it  gives  rise  to  the 
horizontal  disturbances  which  have  just  been 
pointed  out.  Its  vertical  action  is  insignificant  in 
practice  considering  that  it  h.is  to  contend,  up- 
wardly, with  the  whole  weight  of  the  machine,  and 
without  any  sensible  advantage,  seeing  that  the 
center  of  gravity  is  commonly  so  nearly  over  the 
driving  axle  ;  and  downwardly,  it  is  met  and  ba- 
lanced by  the  rigidity  of  the  rails. 

Table  showing  the  horizontal  diiturbance  of  a 
locomotive  tn  motion,  due  to  the  inertia  of  the  ma- 
chinery. 

Direction  of  the  disturbing  forces, 
that  of  the  progressive  motion  of  the 
engine  being  R.  or  Right,  during  the 
successive  parts  of  a  revolution. 

1st  2nd  3rd  4th 

Quarter.    Quarter.    Quarter.  Quarter. 


to  the  middle.  This  circumstance,  though  it 
not  afiFect  the  longitudinal  reciprocating  Move- 
ment, incre.Tses  the  lateral  oscillation,  becausD  the 
disturbing  force  has,  in  the  latter  case,  a  greater 
control  over  the  mass  of  the  machine.  This 
tinction  is  verified  in  practice,  for  engines 
known   to  run  steadier  with  steam  on. 

The  four  disturbing  forces  described  for 
cylinder,  exist  likewise  for  the  other ;  and  fo  •  the 
two  cylinders  there  arc  eight  forces  brought  into 
o]>eration  during  one  turn  of  the  wheel,  which 
may  be  further  represented  as  follows  : — Let  the 
circles  A,  B;  Fig.  3,  be  the  paths  of  the  two 
crank  pins  of  the  engine,  of  which  A  is  that  of 
the  leiwiing  or  right-hand  crank. 

Pii<-  3. 
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HORIZONTAL  DISTURBING  FORCES 

The  four  quarters  of  a  revolution  simultane|)us- 
]y  described  by  them,  are  figured  1,  2,  3,  4.  By 
arranging  them  in  pairs  described  consecutively, 
as  in  the  annexed  table,  the  nature  of  the  disjjtur- 
bancc  is  at  once  apparent. 

In  the  first  and  the  third  quarters,  the  foj-ces 
pull  together  backward  and  forward  altemafjely, 
and  give  rise  to  the  horizontal  rcciproca 
movement ;  in  the  second  and  4th  quarter,  Uiey 


of  the  com-  impulse  ing  head    forward    he.ad  of 
pound  dis-    to  the  of  engine  impulse  to  engine  to 
lurbance     whole     to  the    the  whole      the 
produced,  machine,      left.       machine,      right. 

Disturbances  caused  by  the  action  of  the  steam  on 
the  pistons. — When  the  cylinder  is  horizontal,  the 
steam  pressure  on  either  end  of  the  cylinder  would 
be  transmitted  through  the  piston  to  the  axle  in 
a  direction  at  right  angles  to  the  guides  of  the  axle 
box,  and  would  be  fairly  and  fully  received  by 
these  guides,  if  the  connecting  rods  were  so  long, 
.IS  not,  at  any  part  of  the  stroke,  to  form  any  sen- 
sible angle  with  the  center  line  of  the  cylinder,  An 
indefinitely  long  rod  is  of  course  impracticable,  and 
as  the  pressure  of  the  steam  is  conveyed  through 
the  connecting  rod,  and  may  be  conceived  to  act 
in  its  center  line,  the  obliquity  of  the  rod,  or  the 
angle  which  it  forms  with  the  center-line  of  the 
cylinder,  everywhere  but  at  the  end  of  the  stroke, 
operates  to  produce  irregularities  by  the  upward 
strain  which  it  throws  upon  the  cro.ss  head,  which 
it  is  the  function  of  the  guide  bars  to  receive  as  the 
angularity  varies ;  this  irregular  pressure  varies 
also,  from  being  nothing  at  the  end  of  the  stroke, 
to  the  maximum  at  half  stroke,  when  the  angle  of 
the  rod  is  also  greater,  and  when  the  pressure  is 
received  upon  the  middle  of  the  guide  bar.  The 
tendency  of  this  variable  pressure,  which  is  con- 
stantly exerted  on  the  upper  ttuide  bar,  when  the 
engine  is  going  ahead,  is  to  lift  the  machine  off 
its  leading  (or  truck)  springs  at  half  stroke,  and 
to  ease  it  down  at  the  dead  points.  The  alternate 
heaving  and  sinking  so  caused,  gives  rise  to  the 
pitching  of  the  machine  ;  and  further,  as  the  vari- 
ations of  upward  pressure  are  not  simultaneous 
for  the  two  cylinders,  inasmuch  as  the  half  stroke 
of  one  cylinder  is  arrived  at  simultaneously  with 
the  dead  point  of  the  other,  the  heaving  of  the 
engine  must  take  place  alternately  on  the  two 
sides,  and  will  cause  a  rocking  or  lateral  rolling 
motion  on  the  springs.  Pitching  and  rocking  are 
at  least  the  teadeQcieti  of  the  oblique  action  of  the 


connecting  rotl ;  .lud  they  become  more  sensible, 
the  shorter  the  rod  and  the  more  susceptible  the 
springs. 

If,  instead  of  being  horizontal,  the  cylinders  bo 
placed  vertically  over  the  driving  axle  it  is  clear 
that  the  alternate  thrust  and  pull  on  the  axle 
caused  directly  by  the  steam  pressure,  would  give 
rise  to  some  vertical  play  on  the  springs;  this 
would  work  alternately  on  the  two  sides  of  the 
machine,  and  would  create  the  rocking  motion  in 
all  its  simplicity,  as  has  actually  been  found  in 
practice  with  the  earlier  engines  with  upright  cyl- 
inders; and,  further,  if  the  driving  axle  be  i)laced 
either  before  or  behind  the  centre  of  gravity  of 
the  machine,  the  vertical  action  of  the  strain 
would  superinduce  a  pitching  of  the  engines  which 
in  conjunction  with  the  rocking,  produces  an  el- 
birwing  or  shouldering  motion. 

The  compound  motion  takes  place,  in  a  modi- 
fied degree,  in  all  inclined  cylinder  locomotives. 
The  incline  of  the  cylinder,  in  fact,  aggravates  the 
irregularities  due  to  the  angle  of  the  connecting 
rod,  and  becomes  more  formidable  in  its  eftects, 
not  only  by  increasing  the  incline,  but  also  by  in- 
creasing the  pressure  on  the  piston  with  the  same 
angle  of  cylinder.  The.se  disturbances  are  quite 
obvious  in  outside  cylinder  engines  working  under 
full  pressure,  when  the  angle  of  the  cylinder  a- 
mounts  to  1  in  10.  \ 

There  is  another  source  of  unsteadiness  in  the 
unequal  periods  of  admission  which  attend  tha 
use  of  certain  arrangements  of  valve-gear,  by 
which  a  greater  quantity  of  steam  is  admitted  to 
the  cylinder,  and  a  greater  mean  pressure  is  reach- 
ed during  the  fVont  stroke  of  the  piston  than 
during  the  back  stroke.  As  the  two  front  strokes 
for  the  two  cylinders  occur  consecutively,  and  in 
due  rotation  with  the  two  back  strokes,  it  follows 
that  the  machine  cannot  be  uniformly  impelled 
and  that  while  the  mean  speed  must  be  that  due 
to  the  average  mean  pressure  on  both  sides  of  the 
piston,  the  machine  will  advance  and  recede  dur- 
ing each  turn  of  the  driving-wheel,  alternately 
straining  and  relaxing  the  connection  with  the 
tender  ;  and  that,  in  short,  a  longitudinal  recipro- 
cating movement  results,  combining  with  and 
complic;iting  the  movements  already  described  as 
due  to  the  inertia  of  the  mechanism. 

There  are,  then,  three  principle  intcrnjil  disturb- 
ing causes  which  aflect  the  stability  of  the  loco- 
motive. 1st,  The  inertia  of  the  reciprocating 
masses  of  machinery  which  tend  to  produce  a 
lateral  sinuons  movement,  and  a  longiiudinal  rc- 
c iprocaf ing  moyemeat.  2d,  The  oblique  action  of 
the  steam  through  the  connecting  rod,  and  in  in- 
clined cylinders,  which  tends  to  produce  vertical 
pitching  and  rolling  movements.  3d,  The  unequal 
propelling  action  of  the  stc.im  when  unequally 
admitted  to  the  two  ends  of  the  cylinder,  inducing 
a  longituj'inal  reciprocating  movement,  of  the  same 
kind  as  that  caused  by  the  inertia  of  the  mechan- 
ism. 

The  unbalanced  inertia  of  the  valve-gear  has 
not  required  notice  as  its  influence  on  the  stability 


of  the  machine  is  insij^nificant." 

To  bo  rontinned. 


J.  W.  Brooks  Esqr.  of  Detroit,  Supt.  of  the 
Michigan  Central  Railroad,  and  President  of  the 
Military  tract  railroad  has  been  elected  President 
also  of  the  Burlington  and  Missouri  River  Rail- 
road. 
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(From  the  Hamilton  Spectator.) 
Great   Westcru   Railway^ 

Hamilton,  June  13, 1853. 

Sir  :  The  unprovoked  attack  made  upon  me  by 
some  of  the  directors  of  the  Great  Western  rail- 
road company,  at  the  late  annual  meeting  of  share- 
holders, and  the  statements  contained  in  the  report 
of  the  directors  and  chief  engineer,  make  it  im- 
perative to  lay  before  the  public  the  facts  connec- 
ted with  my  resignation  as  chief  engineer  of  that 
company,  in  November  List,  and  sucli  other  mat- 
ters bearing  upon  the  same,  and  the  statements 
mtide  in  the  report,  as  will,  I  trust,  not  only  justi- 
fy me  with  my  friends,  hut  show  the  report  to  be 
malicious  and  untrue,  and  furnish  the  cause  of 
such  an  extraordinary  proceeding.  If  in  the  course 
of  the  discussion  the  private  affairs  of  the  compa- 
ny are  brought  before  the  public,  and  men  occu- 
pying high  positions  before  the  community  are 
exposed,  I  can  only  say  that  it  Wiis  throtigh  no 
seeking  of  mine  own.  A  "plain  unvarnished  tale" 
shall  be  told,  as  briwtiy  as  the  subject  will  war- 
rant. 

(Is  stated  in  the  director's  report,  Mr.  Stuart  w.is 
the  chief  engineer  of  the  roail  until  September, 
1851,  at  wliich  time,  in  consequence  of  his  being 
re(inired  so  much  in  W;ishington  and  elsewhere, 
in  the  discharge  of  his  ollicial  duties,  the  directors 
gave  me  the  appointment.  Up  to  that  time,  the 
work  had  been  carried  on  according  to  his  plans 
with  few  slight  exceptions.  Immediately  after  my 
appointment  such  alterations  were  made  in  the 
manner  of  building  the  road,  and  in  the  mechanic- 
al plans  as  the  experience  alreafly  obtained  salis- 
fled  me  w;is  necessary  to  make  the  road  first  class, 
and  such  an  one  as  its  friends  earnestly  desired  it 
to  bi;.  The  nature  of  these  alterations  were  stated 
in  my  report  to  the  board  of  May  10th,  and  Sept. 
30th,  1852,  and  were  as  follows  ; 

Ist. — In  substituting  arch  culverts,  laid  in  cem- 
ent, for  box  culverts  laid  dry  under  all  the  heavy 
embankments. 

2nd. — In  substituting  heavy  walls  laid  in  mor- 
tar and  cement  for  highway  bridges,  abutments, 
and  farm  passages,  instead  of  light  walls  laid  dry 
according  to  the  original  plan. 

3rd  — In  substituting  stone  culverts  Laid  in  ce- 
ment, from  Copetown  to  Woodstock  instead  of 
wooden  ones. 

4th. — In  making  the  bridges  on  the  whole  line 
of  a  ditterent  character  from  those  contemplated 
by  the  original  plans, — which  are  now  in  the  of- 
fice. 

6th. — In  altering  the  plans  of  docking  at  Ham- 
ilton and  Windsor,  making  them  ;is  permanent  as 
wooden  structures  can  be,  instead  of  the  tempora- 
ry character  of  the  plans  on  tile. 

Gth. — In  substituting  arch  culverts  and  embank- 
ments at  the  Twelve  Mile  Creek,  Dundas  Creek, 
Fairchilds  Creek,  and  WoodhuUs  Creek,  instead 
of  temporary  .restle  bridges. 

My  aim  and  object  was  to  make  the  road  jis 
permanent  as  possible  at  the  commencement,  and 
in  this  the  directors  sustained  me,  thinking  with 
myself  that  it  was  better  to  make  the  expenditure 
required,  at  once,  than  to  have  an  unsafe  road  that 
would  require  rebuilding  within  a  few  years.  This 
policy  had  been  a  matter  of  frequent  conversation 
between  myself  and  the  directors,  so  much  in  fact 
that  they  directed  me  to  build  all  of  the  import- 
ant structures  for  a  double  track,  as  it  was  thought 
it  could  be  doiic  at  less  expense  now,  than  after 
the  road  was  completed,  and  the  improvemt;nt 
would  therefore  be  good  policy. 

In  my  annual  report  of  June,  1852,  these  altera- 
tions were  referred  to  wlicn  si)eaking  of  the  work 
and  without  furnishing  any  estimate  of  the  amount 
of  the  extra  cost  of  these  items  it  was  stated  lliat, 
"  After  making  allowances  for  the  increase  of  cost 
in  consequence  of  building  bridges  and  culverts 
for  a  double  track — by  the  substitution  of  culverts 
and  embankments  in  many  ciises  for  temporary 
trestle  work,  and  stone  instead  of  brick  work,  etc., 
the  cost  of  the  road  will  not  exceed  the  original 
estimate."  This  last  paragraph  was  written  under 
the  following  circumstances.  The  report  was  ori- 
ginally completed  without  it,  and  the  manuscript 


had  been  given  to  Mr.  Harris,  the  president  Of  tin-  has  liad  occasion  to  build  th;it  has  not  learned  this 
roail  for  his  perusal,  and  for  him  to  suggest  aliy  al-  fact  in  a  greater  or  less  degree,  no  matter  with 
teration  that  he  might  think  advisable  al  ter  hav-  j  what  pains  he  made  his  origifial  estimate*.  There 
ing  done  so.     On  the  next  day  when  I  met  him  he  j  are  contingfjiicies   in   constniction   that  the  most 


observed  that  the  shareholders  in  England  would 
expect  something  said  about  the  co.st  of  the  work. 


skillful  Engineer   cannot   foresee,    but   when  the 
works  arc  built  for  a   dotible Itiack  instead  of  sin- 


I  remarked  to  him  that  the  less  that  was  said  a-'gle,  and  ^ich  other  imi>or|ant  alterations  arc 
bout  that,  the  belter,  unless  in  a  general  way,  and  made  as  in  Ithe  c;ise  of  the  <Jreat  Western,  how 
expressed  an  opinion  that  it  would  at  that  tintt;  be  ;idle  it  is  to; attempt  to  cast  t>lame  on  tho  Eiigi- 
better  to  say  nothing  about  it.     He  however  urged !  neer.  1 


There  ar*  jwrhaps  no  persons  in  America  who 
know  that  ihe  cost  of  all  piA»lic  works  exceedn  the 
estimates  bfetter  than  the  Afierican  Directon<. — 
The  Michigjin  Central,  in  whi^h  road  they  arc  all 
Directors,  ;ihd  among  them  tHe  Engineer  and  Su- 
perintendent, has  cost  nearly  jdouble  the  amount 
first  cstimafied  by  Mr.  Brook^— yet  it  was  never 
urged  u|>onj him  as  a  ground  for  his  dismissal. — 
The  Hudsoij  River  railroad  h*  already  cost  more 
than  doublei  the  oiiginal  esCin^ate,  and  is  yet  untin- 


me  to  say  something  in  relation  to  it,  afttr  which  I 
wrote  the  hist  patiigraph  and  carried  it  to  him  for 
cx.amination.  He  read  it,  and  said  it  would  do  ve- 
ry well,  and  it  was  accordingly  incorporated  into 
the  rei>ort.  I  must  confess  that  after  tliis  conrersa- 
tion,  and  what  had  taken  place,  it  was  with  much 
jistonishment  that  I  read  the  report  of  a  speech 
made  by  Mr.  Harris,  in  London,  some  weeks  after- 
wards, at  a  public  meeting  oi'  shareholders,  wlicrc- 
in  he  stated  on  the  strength  of  my  report  th.at  the 

cost  of  the  road  indndiiv^  all  Ihcaltrrntums,  would  jishod.  Thel  Directors  of  that  jroad  did  not  attempt 
not  exceed  the  original  estimate  of  Mr.  Stuart.  1  |to  brand  th^  Engineer  for  it,  *>  shield  theniselves, 
do  not  believe  that  there  was  an  active  member  of  j  and  they  nokv  both  rank  at  Ihfc  head  of  their  pro- 
the  board,  and  by  this  I  mean  any  director  who  jfcssion,  andjhave  the  confidence  of  the  public  in 
interested  himself  in  the  work,  and  noticed  the  an  eminent  (legree.  I  refer  td  Messrs.  Young  and 
plans  and  ni.tuiier  of  constructing   the  road,  thatljervis.      Tlje  Mammoth  Eri«rjrailroad,  the  huirest 

was  at  all  surpri.sL'd  when  my  report,  of  the  30th  — "    " '■    ■  .    ^  •-    .         •       t-     — . 

Sept.,  1852,  apiK'ared,  increasing  the  cost  of  the 
work  28*j,(»0t)  pounds  currency,  althoni,'-li  it  was 
seized  iiokl  of  by  ihe  American  directors  as  a  pre- 
text to  carry  on  their  long  cherished  and  hereto- 
fore defeated  object,  f.  r.  to  have  me  removed 
from  the  road  and  get  a  more  pliant  person  in  my 


place.  It  is  not  an  unusual  thing,  or  one  that 
should  create  so  much  surpii-sc,  that  a  railway  240 
miles  in  length,  should  exceed  the  preliminary  es- 
timate, no  matter  with  how  much  care  they  may 


road  at  presient  constructed  iti  America,  has  c<)sf 
four  times  tfce  original  estiraaic.  The  N«>rth<'rn 
(Ogdensburgh)  road  has  cost  flouble  the  original 
estimate,  an(l  the  same  Engineer  remains  U|»on  it. 
It  would  be  ^in  easy  task  to  fll  pages  with  similar 
cases,  but  tbe  thing  is.  too  wo  1  known  to  require 
comment. 

The  report  goes  on  to  say  :  '  This  state  of  mat- 
ters necessaifily  led  the  DirecUrstomake  the  most 
carefid  inveajtigations  into  the  Engineering  dc^part- 
raent.  which;  resulted   in   the] resignation  of  Mr. 


have  been  made,  but  in  this  instance,  and  accom-  ]  Benedict,"  4c.     This  sentencd  is  inU-nded  \o  con 


panying  mv  report,  the  cause  of  the  increase  was 
fully  stated  and  shown  to  be-/c»/-  works  vol  conlnii- 
plaf^'l  in  the  or i is inal  cslimatr,  a.n(\  for  which  the 
engineer  could  not  properly  be  held  responsible — 
to  wit:  making  mechanical  structures  for  double 
track;  buildings  and  machinery  for  manufactur- 
ing cars  in  Hamilton;  increased  costs  byre-letting 
section  One  in  the  city  of  Hamilton ;  slides  on 
mountain  near  Dmidas  ;  increase  in  cost  of  grad- 
ing on  Western  Division,  caused  by  unusual  high 
water  iu  Lake  St.  Clair ;  excavating  the  hill  in 
rear  of  workshops  In  Hamilton,  never  before  con- 
templated ;  grading  Stuart  and  Queen  .streets ; 
makingexcavation  through  Hamilton  ami  Burling- 
ton Heights  for  double  track  ;  allowance  beyond 
contract  price  to  Farwell  and  Co.,  for  quick  sand 
and  rock  ;  alteration  iu  the  character  of  culverts 
and  bridges;  additional  embankment  on  Sec.  11 
to  fill  subterranean  lake  ;  pile  road  for  14  mjles 
west  of  Chatham,  in  consequence  of  continuous 
high  water;  protection  piling  at  Copetown,  machi- 
nery for  work  shops;  alterations  in  plans  of  docks 
at  Hamilton  and  Windsor;  substituting  culverts 
and  embiuikments,  for  trestle  bridges  at  Twelvo 
mile  creek,  Dundas  creek,  Fairchilds  creek,  and 
WoodhuUs  creek ;  substituting  stone  culverts  for 
wooden  ones  from  Copetown  to  Woodstock. 

Many  of  these  additional  items  were  wellkno\vii 
to  the  President,  and  by  the  directors,  at  the  time 
of  the  writing  of  the  annual  report ;  and  the  pas- 
sage quoted  kbove,  was  written  to  let  the  share- 
holders know  that  an  additional  amount  would  be 
required  beyond  the  original  estimated  cost  to 
meet  them.  What  the  object  was  in  torturing  this 
sentence  to  read  entirely  different  from  its  inten- 
tion, and  what  was  knoirn  to  be  its  meaning,  I 
leave  for  others  to  decide — contenting  myself  with 
stating  the  facts,  and  taking  this  opportunity  of 
again  saying,  that  in  consequence  of  rc<luctions 
made  in  the  cost  of  the  line,  by  alterations  on  the 
Central  Division,  which  were  enough  to  coqnter- 
bal.ance  other  items  estimated  too  low,  the  road 
could  have  been  built  at  the  original  estimates  of 
Mr.  Stuart,  in  the  plans  and  in  the  manner  con- 
tLiuplated  by  him,  after  providing  for  works  not 
originalh"  intended. 

As  statecibefore,  it  isnot  an  unusual  thing  foi 
railways  and  public  works  to  exceed  their  original 

cost,  aud  there  is  hardly  a  person  in  Canada  who 


vey  the  imprtession  that  some  ^urnimj  was  made 
during  a  careful  investigation,  tshich  forced  me  to 
resign — than!  which  nothing  ca  i   be  more  untrue. 
I  challenge  and  court  investigji  tion,  asiA  have  al- 
ways done  sd:  and  it  is  only  at  the  request  of  the 
Directors  thetn.selves  that  this  rommnnication  has 
been  kept  to  this  time,  to  ray  i^.jury.     If  the  most 
minute  and  searching  enquin."  <an  discover  aught 
iigainst  my  character,  cither  pri)fessionalIy  or  oih- 
erwise,  I  will  [never  attempt^  toj  defend  myself  a- 
gain.  and  the  Directors  of  the  (ireat  Western  r*il- 
w.ay  may  frettly  make  me  shoiilder  their  acts  of 
omission  and  iconimission  as  we|l  as  misrepresent- 
ation.    It  is  Well  known  to  evcrj'  person  connected 
with  the  Great.  Western   raihvaj-   that,   from   the 
earliest  commencement  of  the  Work,  and  through- 
out the  whole!  progress  of  the  negotiation  with  the 
.\mericans  in   relation   to   stoc| 
consumraatioti  of  the  subscii|> 
1852,  there   lias  l»een  a  feeling 
hostility  t«>wa*-ds    inj'self  o?i   tU 
shown  itself  on  every  occasion, 
fectly  unaccointable.      .Attacks 
upon  me  in  mtt'tings  held  inthep 
to  such  an  exfient  that  1  decline 
longer  upon  tHe  road,  unless  wit[ 
port  of  the  Ca^a<Iian  Directors, 
that  no  eflbrtsi  would  be  spared,  k;o  means  left  un- 
tried to  efTecti  my  removal.      This  support   was 
t)romised  by  tte  President  of  tli'  road,  if  I  would 
consent  to  remjain ;   and  he  assired  me  that  the 
Board  had  the  most  entire  confidence  in  my  inleg- 
lity,  skill  and  libnity.     In  fact,  t|iis  sentiment  was 
endorsed  in  tht'ir  annual  report! of  1852,  by  the 
whole  of  the  Directors.     Shortly^  after  the  appear- 
ance of  my  report  and  detailed  «istiniates,  in  Sep- 
tember last,  tlite  agents  of  the  Company  were  en- 
gaged iu  negotiating  a  large  amount  of  stock  and 
botids  in  Londt^n,  which  fact  wa^  well  known  to 
the  American  directors,  and   wife  made  the  lever 
for  removing  nle  from  the  road.      <>n  the  3rd  of 
N'ovember,  (Wednesday)  a  delesgition  of  seven  of 
these  high-minfled  gentlemen  rii;ide  their  ap(>ear- 
ince  in  Hamilton,  and  worked   liijitil  Saturday  to 
accomplish  mydismissal,   on   th*  grounds  of  the 
largely  incre;is<id  estimates,    waiit  of  confidence, 
»nd  a  series  of  bharges  that  I  wfl  ?  not  ]>erraitted 
to  see  or  answer.      On  Saturday'  iflernoon  a  reso- 
lution for  my  dismissal  was  oiiere  1  by  one  of  ihem. 
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accompanied    by  a   throat   that   uuIcsh 
they  would  send   an  agent  to  England 
such  representations  to  the  Bond  and 
ers,  that  trw  or  false  would  effectually 
to  raising  any  more  funds  in  that  quar 
resolution  was  lost,   notwithstanding 
only  one  of  the  Canadian  Directors   v 
which  floes  not  look  ver>-  much  as  if  thi 
inrestigation  into  the  Engineering  dej); 
to  ray  resignation."      On   the  following 
Mr.  Buchanan  called  upon  me  and  state^ 
ficult  position  the   Directors  were  in 
that  if  the  Americans  carried   out  their 
would  inevitably  retard  the  progress  of 
year  or  more,  and  cause  great  losses  to  i 
who  had  embarked  largely  on  the  streng 
AmericAns   having  taken   an   interest 
that  notwithstanding  tlu;  resolution  had 
cd  down  on  Saturday,  my   friends   in    tl 
thought  it  bc!st,   under, the   ci.cmnst;! 
shoul<l  tender  my  resignation.      After  a 
tion  with  Mes.srs.  .luson  andM"cLaren,w 
cd  and  coroborated  the  statement  of  Mr. 
an,  and  upon  consultation  with  some  fr 
resignation  was  tendered,  with  the  avow 
standing  that  it  was  done  to  relieve  the 
Directors  of  the  responsibility  that  was  h 
be  put  upon  them  by  the  Aujerican 
So  far  as  relates  to  any  charges  made  .i 
by  the  Americans,  1  have  only  to  say  tii 
faithfully  to  get  them  to  make  tliem  spe 
give  me  an  opportiuiity  of  answering,  wl 
and  ever  has  been,  denied  me,  the  A 
ing  satistied  of  success  its  soon  as  they 
fears  of  the  Board  were  aroused  in  reh 
stock  and  bonds ;  and    I    do   not  hesitat 
without  fear  of  contradiction,  that  if  th 
tion  then  in  progress  in  London  had  beiiu 
the   Americans    never   could    have    s 
their  object.     In  order  to  show  conclusi 
the  feeling  of  the  Boiird  was  with   me, 
necessary  to  state  that  at  the  tirst  meeti 
Board  afterward,  tlicy  appointed  me  to  la 
of  the  Sarriia  and  tiie  Hamilton  and  Tor 
on  the  fiinner  of  whicli  L  hav<!  been  draw 
ary  iis  Chief  Engineer  from  the  Western  ' 
until  the  first  day  of  June,  or  within  a  fe 
tlie  Directors'  report :  and  in  the  latUir  I 
^iiz/WM-f/y  appointed  Chief  E.tginecr,  on  i 
zation,  by  almost  the  same  Board  of  Dir 
Wiis  a  most  singular  way  of  cxprc'ssin<;  a 
linn,  if  any  existed.     But  every  ci 
to  show  that  such  was  not  the  c.-ise,  and 
Directors  feared  to  Uike  a  bold  stand  in 
j>referribg  the  easier  mode  of  prevailing 
to  resigii,  by  representing  the  vast  injury 
icans  could  do  the  road  in  England.     My 
was  in  not  allowing  myself  to  be  dismisset 
of  sealing  my  lips  by  a  resignation.     In 
mer  case  I  could  at  least  have  had  thes;i 
of  exposing  the  transactions  that  have  ta 
and  that  are  daily  taking  place  on  the 
crn  railroad,  whereby  the  cost  has  been 
•nccording  to  the  estimates  of  the  Chief 
some  £a:i6,000  above  my  liberal  and  ci 
mates  of-6eptember,  which  was  so  much 
ed  of  in  the  Directors'  report,  and  which 
increased  exi>enditure  would,  in  the  Ian 
report,  "sound  startling  to  those  acquain 
European  railways,"   on  account  of  its 
muck  less  than  they  are  accustomed  to 
increase  is  no  doubt,  a  largo  portion  of  i 
by  the  yjery  "amicable  arrjuigements" 
the  contractors  to  avoid   vexatious  li 
mentioned  in  the  report  of  the  Engineer, 
eight  dollars  per  yard  is  paid  for  all  cl< 
sonry,  instead  of  three  and  six  dollars, 
by  a  very  largely  increased  i»rice  is  paid 
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liiis  expres.sed  any  dissatisfaction.     Such 

is  not  singular  when   an    engineer   has  i 

govern  or  ciieck  him  in  his  expenditures. 

If  the  Chief  Engineer   had  occupied  Itss 
reports  with  strictures  upon  his  predecessor, 
given  a  little  more  information  to  the  Stockhold 
ers,  they  would  then  have  been  able  to  ji  dgi 
much  truth  there  is  iu  that  portion  whi(ili 


of  his 
,  and 


e  how 
states 


"  that  up  to  the  close  of  the  year  1853,  but  ccri/ 
small  a>ul.  ddachtd  portions  of  the  grading  in  any 
part  of  the  line  had  been  completed."  This  in- 
formation will  be  news  for  many  of  them,  iind  ac- 
cordingly the  work  at  the  i)resent  time  can  hardly 
have  been  commenced,  as  in  another  part  of  the 
report  he  says  "  that  the  late  period  in  1852  in 
which  I  assumed  the  duties  of  Chief  Engineer,  left 
but  little  time  hitherto,  except  during  those 
seasons  of  the  year  unfavorable  to  press  Ibrward 
the  work,  &c."  According  to  the  statement  of 
the  Accountant,  np  to  the  i>rescnt  time,  there  hivs 
been  expended  for  grading,  masoning,  and  bridg- 
ing and  superstructure  £1,(X»2,270,  on  these  "  very 
small  and  detached  portions  of  the  work.''  The 
whole  estimat<.'d  cost  of  these  items,  according  to 
Mr.  Clark's  report,  is  £1,1)00,481,  leaving  a  bal- 
ance to  be  expended  of  .£004,211,  to  complete  this 
wonderful  balance  of  work,  that  ho  would  earry 
the  idea  is  yet  to  be  done.  The  "  i^lowing  antici- 
pations of  the  late  Chief  Engineer  have  not  been 
realized,"  it  is  truo,  in  the  completion  of  the  work 
at  the  promised  time,  f  )r  the  reason  that  he  en- 
countered the  same  "  difficult  obstacles,  inveterate 
and  extended  in  their  character,''  that  the  present 
Chief  Engineer  has  to  deal  with.—There  is  not  a 
doubt,  however,  that  an  examination  of  the  esti- 
mate books  would  show  a  wondertul  falling  off 
in  the  amount  of  work  done  per  month  since  the 
resignation  of  the  late  Chief  Engineer — a  fact  that 
it  woultl  have  been  as  well  to  have  mentioned. 
The  light  gradinic  on  the  East*Mii  Division,  that 
was  to  have  been  done  by  the  1st  October,  accord- 
ing to  the  last  annual  reimrt  of  the  late  Chief  En- 
gineer, and  which  is  a  matter  of  so  nmch  regret 
to  .Mr.  Clark,  o-.nilii  hnvc  ha  n  tlmic  in  linir^hud  it 
Itcen  aiithnri-.cil  hij  t.'ic  Dinxtors,  as  likewise  the 
100  miles  on  the  Western  Division.  It  would  have 
been  well,  perhaps,  for  the  (;hief  Engineer  to  have 
informed  the  Stockholders,  that  although  he  ob- 
jected, while  Commissioner,  to  the  cla.ssilication 
and  masonry  i)rices  paid  by  .Mr.  Benedict,  one  of 
his  lirst  acts,  after  his  appointment  as  Chief  En- 
ginei-r,  was  to  increase  largely  the  prices  of  both; 
so  nuuh  .so  that  on  one  contract  it  left  £1U,000 
due  to  the  contractor  on  account  of  advanced  pri- 
ces, plainly  showing  that  he  made  use  of  his  of- 
fice to  harrass  and  impi-de  the  works,  or  was  in 
conclusion  in  some  way  with  the  contractors.  It 
might  have  been  well,  likewise,  to  have  informed 
the  Stockholders  how  much  it  cost  the  company 
to  get  rid  of  the  chissilication  clause,  instead  of 
occupying  space  in  the  report,  by  reflecting  upon 
the  mismanjigement  of  the  New  York  and  Erie 
Railroad  company.  IV-rhaps,  likewise,  the  Stock- 
holders would  have  j)referred  lo  have  been  told 
the  reasons  for  changing  the  stone  cattle  guards 
on  the  Eastern  Division  (where  stone  is  in  abund- 
ance) to  wooden  ones  that  will  decay  in  a  few 
years.  This  piece  of  information  would  be  parti- 
cularly accej)table  in  England.  Perhaps  it  would 
have  been  of  more  interest  to  the  Stockholders 
than  the  half  column,  more  or  less,  devoted  to  an- 
nihilating the  late  Chief  Engineer,  to  have  given 
some  information  as  to  the  change  of  the  line  at 
Windsor  against  the  decided  report  of  the  Go- 
vernment Engineer,  and  the  cost  of  the  same  ;  to 
have  given  some  detail  of  the  amount  of  yards 
moved  and  to  be  moved  on  the  road ;  to  have 
given  some  reason  for  changing  the  grade  at  Cope- 
town  to  56  feet  per  mile  without  the  consent  of 
government  ;  to  have  given  some  reason  for 
changing  the  grade  through  the  city  of  Hamilton  ; 
to  have  given  some  rejison  for  trailing  down  the 
abutment  at  the  Desjardines  Canal,  and  sundry 
other  matters  that  are  of  particular  interest  to 
them  ;  but  probably  these  matters  are  reserved  for 
the  next  annual  report. 

In  the  very  full  account  of  the  proceedings  pub- 
lished in  the  Vftnadian  of  the  11th  iust.,  in  reply 
toa(|uestion  of  Dr.  Hamilton,  Mr.  Torbes  is  made 
to  say,  that  they  (the  American  Directors)  had 
never  sanctioned  anything  with  regard  to  Mr. 
Benedict  except  his  resignation,  and  that  he 
thought  the  Board  delat  very^lenienlty  with  him, 
that  there  were  other  things  of  greater  import- 
ance than  the  charge  of  exceeding  bis  estimates.  I 


He(Mr.  B.)  states  in  that  rcj)ort  that  one  hun- 
dred miles  to  the  west  were  in  such  a  state  of 
forwardness  that  they  would  be  ready  to  open  that 
length  of  road  by  the  8th  November,  &c. — I  hsive 
carefully  read  over  the  report,  and  do  not  find 
such  a  promise  \\  but  on  the  contrary  it  says, 
"  The  extreme  and  long  continued  high  water  in 
Lake  St.  Clair  and  its  tributaries,  during  the  pre- 
sent season ,  has  retarded  our  operations  on  the 
Western  Division  materially  :  but  I  hope  to  be 
able  to  com|)leto  one  hundred  miles  of  the  road 
from  DetroitRiver  eastbythelst  day  of  January, 
1853.'''  1  did  hope  to  do  so,  and  it  rested  with 
the  Directors  entirely  whether  it  should  be  done, 
as  likewise  the  grading  from  Hamilton  to  the 
Twenty  Mile  Creek.  In  a  report  made  to  them 
17th  May,  1852,  I  called  their  attention  to  it  in 
this  way  :  "  As  it  is  apparently  the  intention  to 
complete  and  operate  that  portion  of  the  Railroad 
from  Detroit  River  east  one  Imndred  miles,  and 
from  Hamilton  to  the  Twenty  Mile  Creek  the  en- 
suing winter,  I  would  re(]uest  the  Board  to  pass 
a  resolution  authorising  me  to  notify  the  Con- 
tractors to  that  effect,  as,  by  their  contracts,  they 
have  from  fifteen  to  twenty-four  months  from  the 
commencement  of  the  work  to  complete  the 
same,  which,  if  taken  advantage  of,  will  retard 
the  opening  of  the  line  until  the  spring  of  1854. 
The  new  contracts  that  have  been  made  on  the 
Western  Division  specify  thai  the  Grading  shall 
be  completed  by  the  1st  day  of  November,  1852  ; 
but  as  they  comprise  only  a  small  portion  of  the 
line,  the  benefit  to  be  derived  would  be  inconsi- 
derable.'' This  reports  wa  not  acted  upon,  and 
the  resolution  w;is  delayed  from  day  to  day  until 
it  was  too  Lite  by  any  ellbrtto  complete  the  work. 
Mr.  Forbes  and  Mr.  Claike.  who  put  so  much 
stress  upon  these  points,  would  have  done  well 
had  they  made  some  enqairy,  before  making  quite 
so  large  a  mountain  of  them.  The  Directors  did 
not  choose  to  take  the  responsibility  of  the  increas- 
ed cost  to  finish'jthc  work  within  a  shorter  time 
than  that  specified  in  the  contracts :  imder  the 
circumstances,  therefore,  having  brought  it  to 
their  notice,  and  urged  the  necessity  of  it  upon 
them,  it  was  not  my  province  to  pro<-eed  with  the 
work  in  any  other  manner  than  that  specified  in 
the  contract. 

Mr.  Forbes  also  stated,  that  according  to  the 
rate  of  progress  the  work  could  not  be  completed 
in  three  years.  Sickness,  scarcity  of  men,  and 
the  high  water  of  the  Lake,  retarded  our  operati- 
ons very  much,  but  successful  eflorts  were  mak- 
ing to  increase  the  force,  and  it  would  be  just  as 
competent  to  say  that  because  a  section  had  not 
been  commenced  it  never  could  be  completed,  as 
to  say  that  because  the  sickness,  &c.,  had  thinned 
the  force  it  could  not  be  increased  sufficient  to  do 
the  work  in  time.  Mr.  Forces  said  that  they  (the 
American  Directors)  never  sanctioned  anything 
done  by  me.  I  know  their  bitter  hostility  too 
well  to  expect  them  to  do  such  a  thing  ;  but  un- 
fortunately for  Mr.  Forbes,  Mr.  Corning,  and  I 
think  Mr.  Brooks,  have  done  me  the  justice  to  say 
that  the  Great  Western  would  be  one  of  the  best 
built  and  most  substantial  roads  in  America,  which 
I  think  is  endorsement  enough.  But  even  had 
they  not,  I  have  it  from  the  Chief  Engineer  who  is 
so  highly  eulogised  by  them. 

Had  1  fallen  into  their  views,  and  allowed  the 
Great  W^estern  Co.  to  be  chiselled  out  of  30,  or 
40,000  pounds  at  Detroit  without  raising  my  voice 
against  it,  to  accommodate  the  Michigan  Central 
Road — in  which  they  are  all  Directors — there 
would  have  been  no  hue  or  cry  about  increased 
estimates,  and  they  would  as  cheerfully  join  in  a 
report  in  my  favor  now  as  in  1852. 

I  find  that  the  subject  will  carry  me  too  far  if 
an  attempt  is  made  to  do  one-half  of  it  justice :  but 
I  trust  enough  has  been  said  to  give  the  public  a 
little  insight  into  the  way  things  arc  managed. 
Professional  engagements  will  not  allow  me  time, 
in  this  communication,  to  say  more  ;  but  on  my 
return,  the  Great  Western  Railway,  as  connected 
with  its  management  both  in  Canada  and  England, 
may  possibly  receive  attention.  Another  com- 
munication of  tlie  length  of  this  would  open   tho 
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eyes  of  the  Shareholders,  who  meet  yearly  to 
hear  the  annual  reports,  and  vote  the  tlianks  of 
the  meeting  to  the  President  and  Directors  for  the 
manner  in  which  tliev  have  conducted  the  opera- 
tions of  the  company.  I  have  the  facts,  and  surely 
the  people  who  have  taken  advantage  of  my  foi- 
bearance,  cannot  expect  lue  always  to  sutler  for 
their  benefit.  Apologising  for  occupying  ao  much 
of  your  valuable  space. 

I  remain,  dear  Sir, 

Yours  truly, 

'  R.  G.  Bekkdict. 


Delivery  of  Locomotives  iu  the  Western 
Markets 

The  eastern  builders  of  locomotives  have  always 
from  position  and  reputation,    commanded  the 
market  for  locomotives  in  the  western  states.  The 
east  being  the  source  of  capital  for  the  new  works 
in  construction  at  the  west,  secures  the  contracts 
also  for  equipment  of  those  works,  and  as  it  pos- 
sesses the  elements  of  industrial  skill,  and  a  cheap 
supply  of  labor,  it   is   enabled  to  complete   such 
contracts  with  profit  and  reputation.    It  is  the 
higher  price  of  labor  in  the  west  and  the  influence 
of  a  greater  consequent  attention   to  agriculture 
and  trade,  and  more  than  this,  the  habit  of  rely- 
ing upon  other  sources  for  supply,  that  has  retard- 
ed the  organization  of  establishments  there,  devo- 
ted to  the  manufiicturc  of  locomotives. 
.  As  to  viateria/s,  the  eastern  builders  have  no  ad- 
vantages either  in  their  cheapness  or  abund.ince, 
except  that  being  in   or  near  at  hand  to  the  im- 
porting towns,  they  can  cheapen  their  manufac- 
tures by  yielding  to  the  temptation  offered  in  the 
use  of  the  cheaper  kinds  of  imported  iron.     Eng- 
lish boiler  iron  at  •?}.>  cents,  and  bar  iron  at  2}^ 
cents,  (which  were  the  prices  paid  by  some  par- 
ties during  the  last  season)  cannot  be  expected  to 
afford  the  same  permanence  and  durability  as  the 
iron  workedfromJuniatta  or  Missouri  blooms.  The 
better  kinds  of  English  iron,  as  the  Lowmoor,  Bow- 
ling or  Kirks  tall  marks,  are  not  iiciicrallii  employ- 
ed in  the  construction  of  locomotives  in  this  coun- 
try.    Imported   stock   is  preferred  for  its  cheap- 
ness rather  than  for  its  excellence.  The  cost  of  in- 
land carriage  aided  by  the  .ibundance  of  materials 
in  the  iron  regions  of  the  west,  removes  this  temp- 
tation there.    During  a  visit,  last  f^ill,  at  Pittsburg 
we  passed  through  the  works  of  Everson,  Preston 
and  Co.,  of  the  Pennsylvania  forge,  at  tiiat  place. 
We  found  that  all  parts  of  the  forged  work  of  a  lo- 
comotive could  be  as  cheaply  supplied  there  <as  in 
Boston.     Best  double  cranks  forged  fromJuniatta 
blooms  could  be  made   for  15  cents  per  pound. 
Straight  axles  at  five  cents,  hammered  frames  at 
5 i  cents,   and  rolled  do  at  4V,' cents.      These,  of 
course,  are  far  below  present  prices,  but  were  as 
low  as  could  then  be  offered  in  Boston.     Castings, 
composition,  cojiper,  lumber  and  all  of  the  other 
important  materials  of  engines  were  to  be  had  at 
proportionally   favorable  prices.     Coal,  of  course 
was  much  less,  being  then  about  #1,12  per  2,000 
lbs.  Labor  was  then  much  the  same  as  in  Boston, 
at  which  place,  labor  is  generally   higher  than  in 
Paterson,  Philadelphia  and   Baltimore.     The  ex- 
penses of  living,  for  mechanics  and  others,  was  in 
the  main,  much  lower  than  at  the  east,  except  in 
the  single  item  of  rent,  which  was  quite  as  high. 
We  have  made  the  above  remarks  to  show  in 


(^Ze//it/y  of  engines  upon  the  western  roads.  As  ma- 
ny of  the  western  roads  are  of  a  different  gauge 
from  the  lines  which  run  from  the  east,  the  ship- 
ment of  locomotives  is  often  attended  with  mach 
exi)ense.  Again,  most  of  the  locomotives  forward- 
ed have  to  be  shii)ped  on  Lake  Erie,  and  as  the 
majority  of  engines  are  generally  contracted  for  in 
the  fall,  to  be  delivered  at  the  earliest  opening  of 
lake  navigation  in  the  spring,  they  are  necessarily 
shipped  under  the  heaviest  charges  of  freights  and 
insurance.  Lake  captains  intend  to  charge  a  round 
sura  for  risking  their  necks  in  Ai)ril,  which  with 
October  is  <%  dangerous  month  for  their  navigation. 
Insurance  upon  locomotives  in  Buffalo  is  usually 
had  in  April  for  two  per  cent,  in  May  at  l)^  per 
cent,  and  in  June  at  1  per  cent.     Freights  are  gra- 
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duated  something  in  the   same  ratio.     To  show 
what  the  exi)en.se   of  delivery  may  amount  to  in 
this  case,  we  will  give  tl»e  expense  of  delivering 
two  locomotives,  from  Boston,  at  Cleveland,  dur- 
ing April   1852.     The  engines  were  for  the   Ohio 
and   Pennsylvania   road  which  is  of  a  gauge  of  A 
feet  ten  inches.     The  engines  were   placed  ur>on 
trucks  for  transjiort  over  the  Boston  and   Buftalo 
lino,   while   the   tenders,    driving  wheels,   truck 
frames,  smoke  pii)es,  etc.,  were  loiuled  onto  three 
eight  wheel  cars.     The   load   transported  on  the 
three  cars  amounted  to  about  30  tons. 
Railroad  charges  from  Boston  to  Buffa- 
lo    S65L  21 

Railroad  Dockage  at  Buflalo.  $10  each.       20  00 
Paid  for  changing  driving  wheels  $5  50 

each 11  00 

Putting  engines  and  tenders  on  ship 34  00 

Forwarders  commission 50  00 

Insurance— SI ,5400  at  2  per  cent "     808  00 

Lake  freight  to  Cleveland 225  00 


can  sui>ply  a  firstrclass,  accepU  ile  style  of  work, 
Uiey  can  mal  c  easier  terms  n  ith  roads  in  their 
own  vicinity,  :han  could  be  afforded  at  the  east. 
The  conveniejjce  to  the  roads injthats«ction  would 
be  great  in  tlikj  priority  whic|^  ihey  could  obtain 
for  their  oidei-s  over  what  woul  1  attend  their  re- 
ception here;!  they  would  enjoy  Ithf  advantage  of 
the  opportunity  for  making  jiltf  rations  when  ne- 
cessary, and  ^fobtainingduplic^te  parts  of  ensines 
for  repairs  aii<l  renewals.  Bii t  greater  than  all 
else,  an  cnginb  could  l>e  comph  tei  and  delivered 
at  any  time  ii|  six  weeks  from  tlie  rec»'ption  of  tlic 
order,  and  wiih  a  saving  of  froa  S400  t<>  Sf><^  in 
theexpenseoifit^s  delivery,  as  compared  with  a 
machine  ordered  at  the  east. 

A  shop  of  slifticient  capacity  to  build  50  loco- 
motives per  lannum  would  rctjuirc  an  outlay  of 
from  S10,(X)0ito  S12.000  for  laid  and  buildings; 
$35,(K)0  to  S4P,WK1  for  tools,an«  S1W,000  of  work- 
ing capiul.  t-^"'^^'' proper  ntoi  agement  8150,000 
would  organiie  and  start  such  \\  concern  in  Pitts- 
burgh, Cincinlnati  or  St.  Louis. 

To  show  thje  market  which  i  ueh  an  establish- 
ment would  drcate  for  the  met  il  prcnlucers  in  its 
vicinity,  we  \i\\\  give  the  foil  »wing  estimate  of 
what  stock  it  would  work  up  i  i  one  year,  at  the 
above  menticined  rate  of  prodi  ctiou  (50  engines 
per  year.)  ] 
GOO  tons  of  dastings  at    SOO $36,000 


Total  for  the  two  engines ....... S12'.»a  21 

The  railroad  charges  were  much  beyond  the 
usual  sum  of  20  cents  per  engine  per  mile,  which 
is  the  price  charged  for  transportation  on  most 
roads.  Of  the  whole  sum,  hjowever,  $48  were  paid 
for  moving  the  engines  through  the  city  of  Troy, 
and  S30  were  demanded  by  the  Boston  and  West- 
ern road  for  allowing  their  cars  to  run  through. 

Now,  as  we  have  reason  to  believe  that  materials 
are  not  higher  in  the  west  than  at  the  east,  anfi  as 
the  labor  upon  engines  is   usually    not   far   ftom 


20 

325 

25 

75 

140 

62 

Cf)mposition  do.,  at  ^GOO 12,000 

Bhr  Iron  and  Forge  1  Shapes.     48,750 

Steel  Springs - 

Cbpper  Tubes,  Sheets,  &c . . . 


Bjoiler  Iron . 
link  Iron. 


Add  miscellaneous  charges  for  *tock  . . . 
Exi>enses  of  carrying  on  establ  ishnient . . 

"        of  tielivering  cnginee 
Labor,  $8,500  per  month . . . 


5,625 
45.000 
16,500 

5.000 


Expense  of  building  50  locomotives. 
Receipts  from  50  locomotives  <;  §8,000. 


Si:l«»8.875 

1">,000 

15,000 

5,000 

.    102,000 

,  S305.875 
.   400,000 


Leaving  an  annual  profit  of . . .  j §04,125 

Harle^ta  anU  Clnclnn4ti  Rmtiroad*    i 


I  Ma  anU  ClnclniM|ti  Ra 
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§2,000  each,  the  expense  of  transportation  ftom  |  placed  under 


The  Dircc^rs  of  the  Marietta  and  Cincinnati 
Railroad  Coiipany,  at  their  mci'ling  last  Saturday 


Boston  to  Cleveland,  is  equal  to  an  advance  of  321 
per  cent,  on  the  price  of  the  labor  necessary  to 
construct  the  engine.  That  is,  the  Ohio  and  Penn- 
sylvania road  could  have  as  well  aflbrdcd  to  give 
out  a  contrjvct  for  their  engines  in  Pittsburgh  at 
$8350  each,  as  in  Boston  at  S7700,  and  who  does 
not  believe  that  with  such  encouragement,  a  west- 
ern shop  could  compete  with  eastern  establish- 
ments on  work  for  western  roads.  j 

Since  that  time,  efforts  have  been  made'  to' es- 
tablish a  locomotive  manufactory  at  Pittsburg,  but 
we  believe  that  no  steps  have  yet  been  taken  to- 
wards erecting  the  establishment.  However,  there 
must  be  felt  a  necessity,  sooner  or  later,  for  a  man- 
ufactory at  that  point.      The  capital  can  be  readi- 


contr?ct  the  threp  Divisions  of  the 
road  for  whi<|h  projtosals  were  received  up  to  the 
15th  inst.  at  the  Engineer's  <  ITice  at  Wheeling, 
Marietta  and  Cincinnati.  Thej^  letlings  together 
with  those  heretofore  made,  pl^ce  the  whole  line 
of  the  road  fiom  M'heeling  to  ]^Iillford  (near  Cin- 
cinnati) in  tie  hanas  of  Contractors,  and  its  com- 
pleiion  is  conjfideDtly  looked  fpj  in  about  one  year 
from  this  tinje.  ,  ».J  , 

We  learn  tjiat  there  was  a  ve^j-  spirited  corapetii- 
tion  for  the  cbntracts,  and  that  the  bidding  was 
very  close.  |As  an  example,  ^e  understand  that 
there  was  not,  a  difference  of  fl|\y  dollars  between 
three  of  the  bids  on  one  Division  of  nineteen  miles. 
On  the  seventh  Division  th<;re  were  six  bids, 
which  did  nc|t  vary  five  percent,  in  thp  agregate. 
The  woik  wis  all  let  at  prices  >elow  the  cstiroAte 


ly  procured  there  and  at  many  other  of  the  im- 
portant cities  in  the  west.  The.</./Wcan  be  car- i  of  the  Chief  ^ngineer.  The  jsuccessful  bidders 
ried  there,  and  with  both  capital  and  skill  there  '  were  Messrs.]  DeGraff,  Brantnull  &  Co.,  lor  tlie 
should  be  no  obstacle  to  success.  The  present ;  West  divisio^  of  nineteen  secti<ns  between  Milford 
part,  the  relative  advantages  of  the  east  aud  west]  establishments  at  the  east  will  sustain  themselves  land  Blanchc^ter.     The  work  id  to  l>e  completed  in 


as  locations  for  engine  factories.  To  show  another 
fact  of  great  importance,  and  greatly  in  favor  of 
the  western  establishment,  is  the  expense  of  the 


under  the  present  demand  for  engines,  but  the;  one  year.  Ijo  Messrs.  Bradlejl,  Whitmorc  &  Co., 
new  shops  should  be  located  in  the  west.  When  of  Vermont,  ^\as awarded  the  jc-igl»th  Division  of 
powerful  concerns  are  once  started  there,  which   thirty-twc^sdctions,  being   fii^  work  nearest  the 


] 
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UUll  l«|j  p4pMvniV^;||^||l||lippiip^|H 


488 


AMERICAN    RAILKOAD    JOURNAL. 


city  of  Wlicoliiig:.     Tliis  Division  to  be   corn  )leted 
the  first  of  Stj)tLinber,  1854.     The  seventh   Divi 
siou  of  forty   secfions,  being  tlie   residue    )f  the 
roal  between  Wheeling  and  Maietta,  w;is  .' ward 
ed  to  Messrs.  DeGraff,  Brintoall  &  Co.,  to  b^  com- 
pleted the  1st  of  Sept.  next. 


American    Railroad  Journal. 


Saturdajr,  July  30,  1833. 


Hon.  H.  C.  S«yinoar. 

We  grieA-c  to  announce  the  death  of  this  glentle 
man,  which  took  place   at  his   late   residence  at 
Pierraont,  in  this  state,  on  the  :j;!rd  inst. 

Few  men  of  his  age  were  better  or  more  avor- 
ably  known  to  tlie  public,  lie  was  a  man  of  mucli 
more  than  ordinary  ability,  and  uniting  to  this  an 
ardent  temperament  and  untiring  industry,  was  al- 
ways constantly  occupied  jind  uniformly  su  :ccss- 
fnl.  lie  was  early  and  for  many  years  employed 
as  an  Engineer  on  the  Erie  railroad,  and  i ;  was 
mainly  owing  to  liiseflbrts  that  the  present]  ;auge 
of  that  road  (6  feet)  was  adopted.  He  i)eihaps, 
as  Superintendent  of  the  roatl,  was  more  instru- 
mental in  saving  it  from  being  utterly  abandoned, 
than  any  other  man,  and  in  this  manner  |>ro  )ably 
contribtited  more  tlian  any  other  person  tc  ward 
the  tinal  accomplishment  of  that  great  work  Up- 
on leavinir  this  road  he  was  cho.senChiefEngineer 
of  the  State  ot  New  York.  At  the  e.xpiratim  of 
his  duties  in  this  office,  he  embarked  largely  in 
the  construction  of  railroads,  an<I  had  oi  liis 
hands,  in  connection  w  ith  other  parties,  a ;  the 
time  of  his  decease,  contracts  to  the  amount  of 
over  S:;0,(M)0,00<).  It  was  the  immense  laboi  that 
these  contracts  imposed  upon  a  fwirson  nati  rally 
solicitous  to  do  all  ;hat  he  could  liim.self,  and  to 
do  everything  e-c//,  that  brought  him  premat  irely 
to  his  grave. 

In  all  the  relations  of  life  ho  was  without  lilem- 
ish.  His  inMloctual  (pialities,  which  were  of  a 
high  order,  his  genial  nature  and  generous  dispo- 
sition, at  once  secured  for  him  the  respect  ai  d  af- 
fection of  all.  His  death  is  a  publie  loss.  Tathe 
immeiliate  circle  of  his  friends,  it  is  one  that  can 
never  be  suitplied. 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


Hudson  River. 

Harlem 

Long  Island . 


Erie   Railroad.         4- 

Mr.  Nelson  Robinson  has  been  chosen  Treasurer 
of  this  Company  in  place  of  Mr.  Townsend  resign- 
ed. Mr.  Rol)inson  is  regarded  Jis  the  leading  "op- 
erator" in  the  stock  of  the  Company,  of  whic  i  he 
has  the  reputation  of  holding  a  very  largearatunt. 
He  would  seem  to  have  every   motive   in  having  Cayuga  and  Susquehanna 

.    ,.  .      ,  1    J    Erie,  (New  Y  ork  and  Erie) 

the  aflan-s  of  the  company  judiciously  manalged. 

He  is  of  course  a  Bull  in  the  stock,  and  his  (dec 
tion  will  undoubtedly  be  a  signal  for  a  fresh  attack 
upon  it  by  the  Bears.  Mr.  Robinson  is  locked 
upon  as  one  of  the  shrewdest  men  in  Wall  street, 
but  we  cannot  help  thinking  it  would  have  be  jn  a 
wiser  move  to  have  filled  his  place  with  a  per  son, 
all  of  whose  interests  and  responsibilities  would 
have  been  summed  up  in  the  word,  Treasurer.  We 
know  th.it  the  company  have  sufiercd  from  ha  ring 
parties  in  its  management  whose  interests  1  ave 
been  adverse  to  those  of  the  stockholders.  Mr. 
Robinson's  interests  and  those  of  the  company  are 
identical,  but  he  may  be  in  a  position  when  he 
may  think  it  for  his  uitcrest  to  pursue  a  co  irse 
really  adverpe  to  that  of  the  company.  •  On 
the  other  hand  it  may  turn  out  that  he  is  just  the 
man  to  cleanse  the  Augean  stable.  The  reisult 
must  show.    , 


II 


Vt. 


M;iss. 


Atlantic  and  St.  Lawrence.  . .  Maine. 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .       " 

York  and  Cumberland, " 

Boston.  Concord  and  Montreal.  N.  II 

Couconl  " 

Cheshire 

Northern 

Manchester  and  Lawnmce. . . 

Nashua  and  Lowell 

Portsmouth  and  Conc()rd . . . 

Sullivan 

Connecticut  and  Passumpsic 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

CaiMj  Cod  branch 

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton.  . 

Norfolk  County 

Old  Colony..." 

Taunton  Branch  

Vermont  and  Mjussjichusetts . 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  WorvCster. . .      " 

Canal Conn 

Hartford  and  New  Haven ....       " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer  " 
New  York  and  New  Haven. . .      " 

Naugatuck " 

New  London  and  New  Haven.      " 

Nor^vich  and  Worcester " 

Buffalo  and  New  York  City.. 
Buffalo,  Corning  and  N.  York 

Buiralo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 
Canandaigua  and  Elmira " 


IC 


N.  Y. 


<< 
<< 


New  York  Central 

Ogdensburgh  (Northern).. 

Oswego  and  Syracuse 

Plattsburg  and  Montreal. 
Rensselaer  and  Saratoga. 
Rutland  and  Washington . . 
Saratoga  and  W.ishington . 

Troy  and  Rutland 

Troy  and  Boston 

Wat<?rtown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  C'entral " 

Cumberland  Valley Penn, 

Erie  and  North  Ea.st " 

Harrlsburgh  and  Lancjister. . .       " 

Philadelphia  and  Reading " 

Philad.,  Wilmington  and  Bait.      " 


N.J. 


150 
66 
72 
51 
20 
«»3 
;55 
54 
82 
24 
16 
47 
26 
61 
120 
117 
47 
51 
24 
28 

8a 

53 
6i» 
28 
62 
76 
42 
66 
20 
26 
45 
12 
77 
45 

155 
60 
40 
45 
6 

HO 
50 
66 
61 
62 
65 
54 
91 

132 
69 
50 
47 
36 

464 

144 

130 

95 
504 
118 

35 

23 

25 

60 

41 

32 

39 

96 

65 

45 

31 

63 

66 

20 

36 

96 

98 
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'So 


1,417,587  3,000,000 
809,878,  1,016,500 


87G,/"4i: 
1,365,5001 

227,981; 
l,649,278i 
1,485,0001 
2,078,6251 
3,016,6341 

717,543 

600,000, 


800,000 
123,884 


4,649,392 
2,0r,4,458 
2,180,000 
1,459,384 
291,200|In  progres 
022,200  2,540,217 


none. 
720,900 


none. 


1,097,000   650,000 


2,486,000 

8,500,000 

1,500,000 

392,000; 


2,429.100 
3,500,000 


1,485,000 
3,002,094 


700,000 


1,830,000: 
4,076,9741 
3,160,390! 
4,500,0001 

421,295 
1,501,100 
2,850,000: 
1,050,000. 
3,540,000i 

500,000i 

547,015; 
1,964,070 

250,000 
2,140,536 
1,134,000 


651,214 
1,400,000 

673,600 

1,745,516 

5,577,467 

12,000,000 

1,500,000 


5,150,000;  6,319,620 


1,995,249 

150,000j  4,092,927 

390,000|  3,546,214 

425,0001  4,846,967 

171,800  033,906 

193,500  1,801,946 

500,000  3,120,391 

none.  1,050,000 

112,306|  3,623,073 

none.  \  520,476 

819,743;  1,245,927 

282,300:  2,298,634 

none,  i  307,136 

1,001,600  3,203,333 

171,210  1,321,945 


c 

S.2 
o 


200,233 
140,501 
133,338 
208,669 
15,694 
150,538 
305,805 
287,768 
328,782 


e  . 

pqu3 


00 


c 
*> 


02 

Cm 

o 
S 

■..4 
U 


132,546 


496,397 


Leased  to 
Recently 


1,457,500 
3,"0()0',66b 


658,861 

3,000,000; 

926,000 

750,500 

2,121,110 

900,000 


300,000 
472,666 


879,636 


425,609 

687,000 

9,612,996 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,560,000 


872,000 


9,963,759 


1,731,498 


2,500,000 

In  progres 

1,611,111 

4,978,487 


1,380,610 

2,596,488 

2,560,600 

In  progres 

1,921,270 

In  progres 

582,400]      987,627 

400,0001  1,070,786 

24.003,865131,301,806 

3,740,615|  7,046,39510,527,664 

4,725,250i   977,463!  6,102,935 

516,246|  2,446,391 

2,111,824, 

2,780,760  4.933,029 


388,108 
659,001 
469,050 
758,819 

60,743 
229,004 
488,793 
229,446 
674,674 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1,339,873 


263.690 


600,408 
329,041 
69,629 
114,410 
806,713 


Recently 

267,561 

Recently 

Recently 


, none  96 

80,053none!  30 

nonei  40 

:  0  100 

inonei  40 

79,669  none,  41* 
141,836  8  108i 

65,266  5  .... 
163,076!  5  58 
i  61^  964 

51,513  8"  109 

none 

none 

none 

260,639,  none 


9 
44 

32i 
174 
102 


the  Vt.  Cjcnt 
opened.  ;none;-.-. 

none, 

130,881'  ly:   99 
338,216!  7  "  106J 
227,434'  6   87i 
331,296  7   1014 

30,056  2}4   40 

72,028  6   67 
241,017!  7X   93 

99,589|  8  104  i 
232,787  6   99 

43,960  7K'117 

23,416noni!  63 
101 ,510  none   94 

24,399i  8 

18,648none 

66,900   4)^ 


683,194    6}£ 


18 

694 

99 

684 


139,514i  6 

jlO    i.... 

332,223inone  126 
168,902  none 


inone 


428,173!  7     il05 


opened,  'none 
116,965  4)4 


opened, 
opened. 


none 


46 
541 


none  86 

65 

130 


none!  68 

'765 


1,875,148 

22,858,600 

1,578,311 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1 ,500,000 

1,022,4201 

2,197,840 


201,600 

131,000 

26,000 


607,803 
349,775 
774,495 


940,000 
100,000 
700,000 
650,000 

128,666 

476,000 
986,106j  1,500,000 
1,184,500    13,000 


400,000!  1,250,000 


135,017 
opened. 


173,545 
Recently 
Recently  opened 

225,152 

1,'^88,385 


1,832,945 
329,577 
1,043,357 
1,693,711 
4,327,4"° 
1,220,325 
3,245,720 
2,379,880 
1,265,143 

600,0001 760,000  Recently  opened 

783,950|  688,05r  1,609,494|  200,249  106,932 
6,656,332  10,427,800  17,141,987  2,480.626  1,251,987 
3,850,000!  2,403,276;  6,818,8391    667,785    383,601 


76,760   39,360 

74,241   23,496none' 

3,537,7661,691,623:  7  ! 

1,063,659'  338,783none  724 

681,4451  324,494  6  |  61} 

205,068   44,070,nonei  354 

'    1194 

480,137  196,847!none 

90,616   43,609|  4 

Recently  opened,  none 

213,0781   96,737 
Recently  opened 


41 
70 


none 


none 


30 
33 


140,941 
603,942 
260,899 
118,617 


116,706  8  109 

478,41310  160 

79,252|  4  .... 

316,26910  148 


124,740 
76,890 


5 

8 
7 
6 


125 
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NAME  OF  COMPANY. 


I 


a. 


Va. 


N  .C. 
S.  C. 


Ga. 


Pennsylvania  Central Penn 

Philadelphia  and  Trenton " 

Pennsylvania  Co.il  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Sus(iuehanna . 

Alexandria  and  Orange 

Manassas  Gap " 

Petcrsburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 

Rich. ,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central  .f " 

Virginia  and  Tennessee " 

Winchester  and  Potomac ", 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester. 

Crcorgia  Central 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  ajid  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss 

East  Tennessee  and  Georgia . .  Tenn 

Nashville  and  Chattanooga.  . .  " 

Covington  and  Lejungton Ky. 

Frankfort  and  Lexington " 

Louisville  and  Fraiiltfort " 

Maysville  and  Lcxiington " 

Cleveland  and  Pitlsburgh Ohio. 

Cleveland,  Painesv.  and  Ash..  " 

Cleveland  and  Columbus " 

Columbus,  Piqua and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  and  Clcvel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago " 

Chicajgo  and  Mississippi " 

Illinois  Central 111. 

Galena  and  phicago " 

Michigan  Southern Mich. 

Michigan  Central " 

Pacific Mo. 


250 

30 

47 

381 

38 

57 

C5 

27 

64 

73 

22 

76 

62 

107 

GO 

32 

161 

110 

140 

242 


9,768,155 


9,188,300 
1,650,000 


1,372,324 
I  685,000 
1,000,000 
11,328.722 
1,400,100 
|3,000,000 
180,000 
1,338,878 


1,004,231 
i3,858,840 


191 

211 

101 

71 

50 

55 

93 

33 

88 

60 

80 

125 

*2!V 
65 


;3,100,0(X) 
'4,000,000 
1,214,283 


586,88'; 


776,259 

879,868 
688,611 


•a 


o  2 

O  P 


o 

H 


SO 

o 


I     •= 


U) 


5zi 


5,000,000;i3,600,000  1,943,827;    017,625 


9,827,12319,542,30711,326,563'    615,384    7 
1.650,000    848,622    216,237,  8 
413,673:    152,536;.,. 


In  prog. 
In  prog. 


200,(XK) 


503,006 
800,000 
446,036 

1,500,000 
120,000 

1,134,698 


In  prog.     \ . 
1,100,000 
1,5:51,238 

In  prog.     I . 

In  prog,     j 

In  prog.     ' . 
410,532^ 
2,%o,574i 


122,861 
254,370 

176,486 

'  89*776 

510,0381    153,898'  6 


74,ll:inone 

113,256   7 

74,902  none 
.......  jaou0 

12 


300,000 
3,000,000 


306,187 

1,214 

168,000 


150,000 

400.666 


[   835,000 

2,093,814 

1,430,150 

357,218 


100 

71 

135 


61 

60 


1,239,450 


3,027,000 


511,000 

850,000 

1,100,000 


In  prosj.     ' ' I . . 

7, 002>9G  1,000,7 17i    OO'iJllj  7 
Iiiproir.  ^ I j.. 

3,378,132    945,.50S    508,625   8 
934,424     456.468    7^< 

1,596,283:   296,584,    153,697   9 '" 

In  pro^.     j ' 

743,525    129,395      71,635   8 

In  prog.     ! \ . . 

In  prog.     ' ■ ;. . 

In  prog.      i ! . . . 

1,330,960    173,542      76,079   8 


1015 


7U 
42* 


126 

ii 


1,371,000 


408,200 


40 
20 
36 
31 
37 
84 

167* 
67 


187 


87 
64 
31 


131 
83 


62 

88 
40 
72 


92 
315 

282 


1,694,000      906,000 


310,000 


2,870,784 

900,000 

1,860,500 


1,750,700 


552,000 
1,092,137 


1,650,000 


632,387 


1,932;361 
2,499.410 
4,000,000 


550,000 


1,000,000 


2,450,000 


800,000 
119,500 


In  prog,     i 
In  prog.     ! 
In  prog. 
.584,902 


87,4211     44,260 


In  prog 

2,963,756     194,429;    123,306   6 


3,655,000    777,793    483,454 12 
In  prog.      ,..! ... 


2,600,000    321,793    200,967- 

In  prog ' I 

925,000  Recently  iopened.    ' 
In  prog i 


109 


9(j 


l32 


Jl5 

72fe 
80 


ro 


In  prog.       

2,634,157    526,746    314,670 

1,855,000 j f, 

,  565,75l! 1. 

Inprog.     , j.. ..;. 


10 


Recently.  oi)ened. 

In  prog i I . 


750,000 
663,i66 


1,317,140  Recentiv  oi>ened.    . 

1,257,714!   237,606!    1-35,363 

In  prog.      ' 


15 


Recently  opened. 


In  prog.   ' 

Recentiv  opened.  '■ 

2,400,000  516,414  268,075' 
In  prog ! 

1,353,01'.>  105,944   71,446 


10 
4  * 


ll'.» 


95 


150 


%h- 


108 


186 

500,000-In  prog.  |  473,548  286,152' ....  126  i 
2,629,000  6,430,246  592,187  293,046  ....  128  ' 
4,067,396   8,614,193 ' ,.      8    115i 


Stot  ik  and  Money  Narkcl. 

The  stock  market  has  been  i|ianiniatc  for  the 
week,  with  do  ;liuing  prices  for  tkncics.  On  Wed- 
nesday Ihere  V  as  a  decided  fall  fi  a  largo  number 
of  them,  owin;  partly  to  the  faci,  that  the  law  rv- 
quiring  Banks  to  make  weekly  ^rtatements  of  their 
aliairs  is  about  to  go  into  op«r  ition.  They  are, 
in  consequcncj',  drawing  in  theii  loans,  and  calling 
upon  each  otfccr  to  make  gooi  their  balances. 
Weak  holders ,  therefore,  are  )bligt'd  to  let  the 
stock  go.  ^\  rj'  large  sales  w<  re  made  of  Erie, 
Hudson  Rivei ,  Nicaragua,  am  the  Coal  stocks. 
Kric  touched  the  lowest  point  <  if  its  deprc8.sion 
since  the  non-j  ayment  of  the  dr»  deiid.  The  fancy 
market  looks  i  lecidedly  blue.  Tqe  prices  for  sound 
securities  are  ^ tell  maintained,  ahd  there  is  by  no 
means  an  ove- supply  of  sucb.  Money  is  abun- 
dant, and  pri'  ate  bankers  readify  supply  ail  the 
CiiUs  at  fair  ra  -es.  Tiie  present  ip:iclivity  is  a  good 
indication  for  he  future.  An  uiusually  large  bu- 
siness in  the  fj  11  is  anti<  ipated.  All  parties  seem 
disposed  to  A  v.iit  till  atiiiirs  in  ^lurope  assiim<'  a 
more  definite  complexion,  Whitever  course  ev- 
ents may  take  there,  would  Iresk  the  moaotooy 
here.  The  oiJinary  course  of  business  cannot 
now  be  disturbed  in  any  part  oft  le  world  witliout 
intiueucing  evt  ry  other. 

While  littfe  is  doing  in  ncgttiations  for  new 
\vorks,  our  roals  in  ojxTation  an;  having  a  season 
of  remarkable  pro-isperity.  In  nearly  every  in- 
stance their  earnings  show  a  lar  re  gain  over  last 
year.  This  is  the  case  with  old!  roads  as  well  as 
with  new.  Be  ow  we  give  the  re  urns  for  .June  for 
several  roads,  <  omparing  their  receipt*  with  thoao 
for  June  1852: 


1852. 
)9,236  40 
f  6,794  34 
18.167  94 


185; ;. 
119.4?  3  44 
148,6(  8  42 
51,05  9  36 

55,211  04 
156,97  S  59 


Mich.  Cent. . . 
Mich.  South . . 
Ogdensbui g . . 
Ohio  &  Peim- 

sylv.-inia.. .  fel,176  04 
Penn.  R.  R...  1^2,152  .33 
Baltimore  and 

Ohio if 0,545  00 

Macon  and 

Western....  |16,469  58 
Cin.  Ham.  .ind 

Dayton....  to ,006  15  33,8(lb  93 
Erie  railroad. 3^2,367  90  .36:!,74p  90 
New      Haven 

Railroa.l  ..  ^5,546  13  59,73i  80 
Hudson  River.  14,827  73  94,92^  79 
Norwich     and 

Worcester..  :  1,919  53  -  26,4lJ  25 
Milwaukee   &, 

Mississippi     |5,163  34      18,3G|  18 
Hartford,  Pro- 
vidence and 

Fi.shkiil  ....  {f),US  04      59,62b  52 

Hark  lu 1 5.699  04    .  80,59T  00 

Petersb'g,  Va.  ] 

(6  mouths).  10  2,505. 03  117,26i  91 
Cleveland  and  ! 

Columbus..  7  5,593  00 


Benedict,    Esq., 


substance  of  the 


Mr.  Benedicts  r sply 


Increase. 
20,197  06 
71,874  00 

2,871  42 

.33.528  00 
34,824  70 


220,6C  B  00    60.056  00 
16,5^  01  i 

8,<X)6  78 
50,381  82 

4.188  67 
30,151  06 

4,491  20 

13,399  35 

9,510  48 
14,252  «)0 

14,668  88 

3  OOi 


91,36(|  00     17,77 
ilroad  ^r  Canada. 


Great  Wei  tern  Rai 

We  give  in  another  column  the!  letter  of  R.  0. 


late  Engineer  of 


vindicating  himself  from  the  reflet  Lions  cast 


hiiu  in  their  rcc(  nt  annual  report 


report,  justice  re<]  uires  to  publish 


this  company,' 


upon 
As  we  gave  the 


Kentuckyr. 

The  M.aysville  and  Lexington  rdad 
ing  steadily  to  c|>mpletion.  The  line 
be  opened  early  n  the  falL 


is  progress- 
to  Paris  will 


'7^:?^^!p«*sf^»T?rf^"??^'T!W!'^^  1"  ^^•!?P^^T??7??"''''^^^'"?^f!w:'^*9!^l!l 


490 


AMERICAN    RAILROAD    JOURNAL. 


lialce  Fri«  »nd  Mad  River  Rallroail 

The  recent  annual  report  of  this  company, 
May  31,  1853,  presents  the  following  state|ne|it 
itsafiairsc: 

1852.  1^5' 

Earnings $832,872  98  $540,5 

Expenses 195,972  5U  27-i,: 


lated 
of 


,8)B 


8  14 
44 


236,900  39  26i,7fe9 

Interestalid  taxes 155,21 8 


70 
53 


Net  earnings ll'f,4 

Property  account 


'J'\0 


17 
00 


Net  income 11 

Balance  May  31, 1852 718' 


401 


17 
0  93 


I  18$,2' 

Dividend  August  1852 11(^,8 


2  10 
7  00 


Balance  May  31, 1853 "5,3*5 

The  capital  of  the  company  is S2,387 ,2(  0 

Bonds... 1,76V,0<0 

Other  indebtedness 66; ■,:^.i4 


10 
00 
00 

68 


i4 


,4K5 


ars 
la 


Total S4,82 

Cost  of  roads  and  furniture 4,lld,l 

Other  proi>erty 71, 

I  Crystal     Palace« 

We  find  some  of  our  cotemporaries  ask^g 
no  locomotives  and  other  steam  engines 
hibitedat  the  Crystal  Palace:  why  it  is  t 
country  especially  noted  for  the  extent 
portance  of  its  railroads  and  the  porfecti(|n 
railway  machinery,  no  exhibition  worthy  oftl 
terest  is  to  be  made.  The  Scientific  America  n 
our  people  could  make  a  show  of  such 
that  would  not  suffer  in  comparison   with 
any  other  country  in  the  world.     Wc  do  i^ot 
that  any  one,  however,  can  be  so  innocent 
suppose  that  our  locomotive  builders  feel 
terest  inthe  exhibition,  or  th,it  they  will 
it  for  the  display  of  their  machinery.     Anlon^ 
builders  of  our  aoiuaintance,  scarcely  any 
is  shown  to  the  progress  of  the   fair  ;   th^re 
feeling  that  they  have  not  been  asked,   atad 
therefore  remain  outside,  contenting  th^i 
with  the  assurance  that  dispU/i/  is  not  nec^i 
the  success  of  their  business.    The   maujagi 
of  the  exhibition  has  made  itself  a  stranier 
large  and  i  mportant  interest,  to  one  withobt 
the  exhibition  would  have  been  impossib^. 
have  caught  the  feeling  that  the  sense  of  j  t 
hibition  is  a  specvlalion,  a  means  for  AdiK, 
and  those  who  from  the  real  value  of  thjeii 
ductions,  an<l  from  their  own  reputation,  ai|c  j 
beyond  tlie  want  of  such  aid  will  not  vo 
assist  in  the  extension  of  such  an  influcnc^ 

The  officers  of  some    of   the    largest 
tive  establishments  in  New  England  have 
gravely  incjuired  of    us    if    it     was 
that      ntiy     machinery     would     be     exti 
— as  they  liad  not  learned  that  any   con 
would  be  made    from  their  quarter,    t 
pbians  oxhibit   the  same   indiflerence,   wh 
Paterson,   the  headquarters   of    the    lo«o 
business,  nothing  has  been  done. 


68 

8  51 

17 


oa 


^^  The  board  of  commissioners  of  th  i 
politan  railro.id  company,  held  a  meetin; ; 
5th  inst.,^  in  Georgetown.     Ten  thousand  im 
shares  have  been  subscribed,  making   a 

$500,450.  The  subscribers  are  to  meet  on 
of  July  to  elect  twelve  directors  for   thd 
year.     It  is  to  be  hoped  that  their  cbartc|r 
perfected  during  the  coming  winter. 


Aloderu  linprovcinent«of  tlie  laoconioti've. 

There  have  been  two  general  cl;isses  of  altera- 
tions, wrought  out  at  different  times  and  under  dif- 
ferent circumstances,  which  have  establislied  the 
distinctive  features  of  English  and  American  loco- 
motives. The  alterations  of  the  original  machine 
tested  in  1830  at  Rainhill,  on  the  Liverpool  and 
Manchester  railway,  were  made,  first,  by  placing 
the  cylinders  inside  of  the  smoke  box,  which 
though  perhaps  liardly  .in  improrcmcnt,  received 
considerable  importance  and  w.'is  regarded  as  a 
leading  feature  of  the  new  locomotive,  from  the 
essential  value  of  other  changes  made  at  the  same 
time.  The  insertion  of  the  furnace  within  the  boil- 
er and  the  system  of  valve  motion  by  four  fixed 
eccentrics  were  very  important  improrcmcnh,  and 
were  adopted  in  the  early  English  engines.  From 
their  adoption  there  were  no  striking,  but  many 
slight  and  useful  improvements,  until  the  perfec- 
tion of  the  manufacture  of  engines  had  reached  a 
stage  which  suggested  the  employment  of  expan- 
sive steam.  Improvements  then  commenced  in 
the  proportions  of  the  valves  and  communicating 
passages,  in  theintrotluctionof  the  "early  exhaust" 
and  the  necessary  means  for  obtaining  it — the  "lap 
valve.'"  The  fianiiiiij  was  soon  after  modified  to 
use  the  present  universal  "  inside  bearing,"  by 
which  much  weight  was  saved  and  the  parts  of 
engine  were  rendered  more  accessible.  From 
thence  the  first  imi>ortant  improvements  were  the 
arrangement  of  the  variable  exj^msive  gear  by 
means  of  the  curved  link,  and  the  system  of  coun- 
ter balancing  the  momentum  of  the  reciprocating 
parts  of  the  engine.  During  all  of  this  time  im 
provements  were  continually  making  in  the  pro- 
portions of  the  difl'erent  parts  and  in  their  combi- 
nation, by  which  increased  cfliciency,  accuracy 
and  durability  were  obtained.  The  result  of  all 
tliese  alterations  has  been  the  English  locomotive, 
the  standard  of  perfection  for  the  nature  of  ser- 
vice it  is  called  upon  to  perform. 

The  second   series  of  alterations   originated  in 
America. — Here  we   could  avail   ourselves  of  all 
/hat  had  been  done  in  England,  and  having  done 
so  there  was  little  else  remaining  but  to  adapt  our 
engines  to  a  cheaper  and  more  severe  character  of 
road.     Upon  the  level  and  straight  roads  laid  out 
in  New  England  the  English   style  of  engines,  as 
manufactured  at  Lowell,  were  considered  as  (luite 
complete  and  eflicient.     But  the  severe  character 
of  the  curves  and  gradients  of  the  southern  roads 
turned  the   attention  of  the  Philadelphia  builders 
to    the    importance    of   coupling  one   or     more 
additional  pairs  of  drivers  to  the  pistons,  and  to 
make  the  engine  as  flexible  as  possible  on  the 
[  curves  by  the  adoption  of  the  truck   frame.     The 
ected  I "  outside  connection"  was  restored  to  such  a  gen- 
I  eral  extent  as  to  entitle  our  builders  to  some  credit 
[  for  its  application  ;  the  chilled  wheel  was  applied 
for  the  trucks  and  eventually   with  great  success 
for  the   drivers;  the   "sparker"  was   intro<luced 
both  for  comfort  and  safety,  and  the   locomotive 
was  successfully  .idapted   also  for  burning   coal. 
During  all  of  this  time  too,  our  builders  were  ac- 
tive in  appropriating  all  the  valuable  experience 
of  the  English  roads,  so  that  the  introduction  of 
'"-'  expansive  working,  both  by  separate  valve  and  by 
the     link,    the    inside    frame,    the     counter-bal- 
anced drivers,  etc.,  were  made  in   this  country  at 
an  early  period  after  their  first  adoption. 

The  develoi>ement  of  perfection  in  the  locomo- 
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tive  has  been  as  gradual  as  is  that  of  the  oak,  or 
of  the  human  being.  It  has  been  attained  by 
changes  almost  insensible, — by  altering  some  part 
until  its  identity  was  lost  and  then  by  a  substitu- 
tion of  a  new  member  of  improved  constraction 
and  proportion.  We  can  only  realize  their  extent 
by  regarding  them  in  their  combination,  and  by 
referring  them  to  general  epochs  at  the  end  of  the 
series  of  years  during  which  they  have  been  made. 
To  show  what  has  been  the  improvements  of 
the  liist  five  years  (and  this  appears  but  a  short 
time  in  the  activity  which  has  characterised  them) 
we  will  stat«  the  difference  between  a  first  class 
engine  of  the  present  day,  and  one  of  1848. 

The  allowance  of  heating  surface  and  steam 
room  for  a  given  capacity  of  cylinder  has  been  in- 
creased generally  25  per  cent. 

The  action  of  the  valve  motion  has  been  perfec- 
tod  in  increased  throw  of  valve  and  increased  ca- 
pacity of  steam  passages,  and  the  consequent 
greater  efficiency  of  steam  admission :  in  an  aban- 
donment of  "drop  hooks"  and  the  adoption  of  "  vee 
hooks,"  or  the  link  motion,  and  in  the  accessabili- 
ty  to  the  valve  by  the  projecting  steam  chest,  or 
the  side  cover  of  steam  chest. 

The  attachment  of  the  cylinder  has  be«n  strength- 
ened in  many  varieties  of  engines  ;  the  boiler  bra- 
ces have  been  arranged  to  admit  of  the  expansion 
of  the  boiler  without  straining  upon  the  frame. 

The  truck  frames  have  been  made  more  elastic, 
and  have  been  adapted  to  take  their  load,  many  of 
them,  upon  their  centers.      .! 

The  dome  boiler  has  gone  out  of  use. 
The  pumps  have  been  made  more  generally  of 
brass,  and  are  less  subject  to  corrosion  about  their 
joints.  They  have  been  generally  provided  with 
air  vessels  on  both  their  suction  and  forcing  sides. 
The  check  valves  have  been  removed  from  near 
the  tube  sheets,  which  has  tended  to  keep  the  lat- 
ter tight. 

Double  domes  and  throttles  have  been  used 
to  equalize  the  draft  of  steam  from  the  boiler. 

The  practice  of  fitting  the  grates  closely  to  the 
interior  of  furnace,  of  closing  up  their  front  ends, 
and  the  use  of  a  damper  have  been  more  observed 
than  previous  to  five  years  ago. 

Tightening  wedges  have  been  applied  to  take 
up  the  wear  between  the  driving  boxes  and  pedes- 
tals. 

Brass  tubes  have  been  used  extensively  and  ap- 
proved of,  from  being  cheaper,  stiffer,  less  liable 
to  incrustation,  having  a  betterdistribution  of  me- 
tal whereby  the  thickest  parts  are  nearest  the 
fire,  and  from  their  having  no  brazed  joints.  A 
better  size  of  tube  is  being  introduced — two  inch 
tubes  are  adopted  on  all  new  engines  in  place  of 
the  1^4  inch  tubes  generally  used  for  so  long  a 
time  p.-ist.  With  a  long  tube  it  is  not  believed  that 
so  good  a  draft  can  exist  with  the  small  as  with 
the  larger  tube.  This  result  has  been  ascertained 
in  the  cases  of  a  large  number  of  engines. 

The  chilled  slip  tire  has  been  very  generally  in- 
reduced  within  this  period.  It  has  recommend- 
ed itself  by  its  great  economy,  and  by  being  equal- 
ly as  durable,  safe  and  adhesive  as  the  wrought 
tire. 

There  has  been  much  more  attention  paid,  than 
previous  to  five  years  ago,  in  balancing  the  drivers 
against  the  disturbing  forces  generated  in  the  ma- 
ohinery.  This  matter  has  been  so  well  provided 
for  that  the  anti(iuated  objection  to  the  ''instabili- 
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ty"  of  outside  connections  is  now  well  removed.— 
The  most  important  lines  use  the  outside  connec- 
tion, where  the  question  of  the  gauge  of  their  track 
forms  no  part  in  the  consideration  of  the  best  en- 
gine. In  fact,  a  feeling  has  arose  in  the  minds  of 
some  builders  and  managers,  that  a  wide  gaujre  is 
unfortunati',  as  it  almost  necessarily  involves  an 
inside  connected  engine. 

The  extension  of  another  good  feature  has  been 
the  increased  use  of  the  ten  wheel  engine.  Thisdes- 
cription  of  engine  has  been  adopted  extensively 
on  the  Erie  and  the  Baltimore  and  Ohio  road.  Tts 
advantages  are  that  where  four  of  the  wheels  are 
combined  in  a  center  bearing  truck,  the  six  re- 
maining drivers  have  svjicicnt  adhesion,  if  not  as 
much  as  the  eight  driver  engine,  while  the  whole 
engine  is  more  flexible  than  an  eight  driver  en- 
gine, and  is  easier  upon  any  single  point  than  an 
engine  having  but  four  drivers.  The  four  driver 
engine  does  not  possess  suHicient  adhesion  imdcr 
.  all  circumstances,  unless  with  large  engines  it 
carries  too  much  weight  on  a  single  point;  the 
eight  drivers  arc  too  rigid  unless  clustered  toge- 
ther, and  have  more  adhesion  than  is  required 
under  ordinary  circumstances.  The  ten  wheel 
engine  allows  of  a  much  better  cylinder  connec- 
tion than  the  eight  driver  engine,  as  the  outside 
cylinder  may  be  brought  down  nearly  horizontal, 
and  the  connecting  rod  bo  applied  close  beside  the 
wheel.  A  ten  wheel  engine  secures  also  a  con- 
venience in  applying  the  tires,  for  with  the  slip 
tire,  which  is  the  most  secure  and  economical 
method  of  applying  a  tire,  all  the  tires  will  bo 
back,  out  of  the  way,  of  the  cylinder,  and  can  be 
renewed  without  raising  the  engine  off  from  its 
springs  until  the  cylinder  is  elevated  over  the  front 
driving  wheel.  It  makes  the  changing  of  a  set  of 
tires  but  half  a  days  work. 

We  see,  almost  daily,  a  largo  nujnber  of  the 
class  of  engines  built  just  previous  to  the  com- 
mencement of  the  changes  made  within  the  last 
live  years.  They  have  small  boilers  and  furnaces, 
say  from  650  to  000  square  feet  of  tube  surface, 
and  8  square  feet  of  grate,  for  a  15  inch  cylinder. 
There  was  one  small  dome,  and  the  steanipipes  to 
each  cylinder  were  not  over  half  the  size  of  a 
single  steam  port.  The  travel  of  the  valve  was 
but  2?^  inches.  The  commencement  of  the  ex- 
haust was  at  a  late  period  of  the  stroke  of  piston. 
The  valve  motion  consisted  of  a  complioated 
"drop  hook"  motion,  with  tubular  rocker  shafls. 
and  there  was  an  independent  cutofl'in  a  separate 
chest.  The  cross  heads  and  slides  were  of  an  in- 
ferior pattern.  The  jaws  of  the  frame  were  of  a 
clumsy  pattern  of  cast  iron  and  had  no  means  for 
taking  up  the  wear  brtween  them  and  the  driving 
boxes.  The  pumps  were  of  cast  iron,  worked  by 
a  complicated  and  expensive  "  short  stroke"  mo- 
tion. The  tube  sheets  were  iron,  and  the  check 
valves  were  placed  on  the  side  of  furnace.  The 
trucks  were  rigid  and  had  side  bearings  always. 
And,  throughout,  the  engines  were  without  grace- 
ful proportions,  being  rude  and  plain  both  in  de- 
sign and  finish. 

We  do  not  hesitate  to  say,  when  we  compare 
the  locomotives  of  1848  with  the  superb  engines 
now  in  use  on  the  Baltimore  and  Ohio,  the  New 
York  and  Erie,  Hudson  Iliver,  and  especially  the 
New  Jersey,  Railroadf,  that  the  locomotive  has 
received  more  improvements  than  any  other  class 
of  machinery  which  has  been  in  operation  during 


the  period  of  these  alterations.  And  the  resuit  is 
confinned  in  the  incitased  speed  of  railway  com- 
munication and  in  the  fact  that  heavier  engines  at 
higher  speed  arc  still  maintained  at  the  same  bx- 
pense  for  repairs  per  mile  run  as  at  a  period  of  five 
years  ago.  i 

Vew  Orleans,  Opelongas   and  Gt.  "Western 
Railroad 

The  stockholders  of  this  company  held  an  nd- 
jonred  meeting  on  .January  '24th,  1853,  at  which 
resolutions  were  jijissed  to  call  a  future  meeting  to 
take  into  considcr.ition  the  policy  and  propriety 
of  amcndincr  their  charter ;  and  also  n'quiriiif  a 
payment  of  10  per  cent,  on  all  stock  subscriptions 
on  the  first  Mondav  of  April  following,  also  10  per 
cent,  on  the  first  Monday  of  October,  10  percent, 
on  the  first  Monday  of  January,  1854  ;  10  per  cent, 
on  the  first  Monday  of  April,  ISoi;  10i)ercont. 
on  the  first  Monday  ofSei>tember,  1854 ;  10  per  cent, 
on  the  first  Monday  of  .Taiinary,  1855 ;  and  5  per 
cent,  on  the  first  Monday  of  April,  1855. 

We  have  a  copy  of  the  report  of  the  President 
and  Directors,  which  was  read  at  this  meeting, 
which  gives  the  following  exhibit  of  the  condition 
and  prospects  of  the  work. 

The  New  Orleans,  Opelousas  and  Great  Wcstx^m 
r.-wlroad  corporation  was  chartered  in  April,  18152, 
with  a  capital  of  S3,000,000.  The  route  of  the 
road  indicated  in  the  charter  was  from  Algiers,  on 
the  opposite  bank  of  the  Mississippi  from  New 
Orleans,  westward  near  Thibodeaux,  across  Ber-" 
wick's  Bay  to  Washington,  in  the  Parish  of  St 
Landry :  thence  to  a  point  on  the  Sabine  River 
most  favorable  for  the  construction  of  said  roafl, 
through  the  State  of  Texas  to  El  Paso,  on  the  Rio 
Grande,  and  thence  to  the  Pacific  Ocean.  The 
road  to  be  made  on  such  a  scale  as  to  ser>e  for 
the  main  trunk  railway  from  New  Orleans  to  the 
Pacific. 

The  private  subscriptions  to  the  period  of  the 
report  amounted  to  S759,835 ;  the  city  of  New  Or- 
leans has  also  subscribed  81,500,000,  payable  from 
a  six  years  property  tax  of  one-third  of  one  per 
cent,  annually.  The  following  Parislies  have  also 
subscribed  as  annexed —  j 

Parish  of  Orleans,  $75,000,  by  a  five  ycats'  iax 
of  one  per  cent,  per  annum,  from  Januarj*  1853. 

Parish  of  St.  Mary,  S156  GOO,  by  a  six  ye;|rs' 
tax  of  one-half  of  one  percent,  per  annum  from 
.lune  1,  1853. 

Parish  of  St.  Martin,  S'103,775,  by  a  five  years" 
tax  of  one  per  ct.  i)er  annum  fro:a  June  1st,  1853. 

Parish  of  Lafayette,  $33,400,  l)y  a  tax  as  in  |Bt. 
Martin. 

Parish  of  St.  Landry,  S115,G25 ;  tixcd  as  in  Bt. 
Martin.  j 

Parish  of  Natchitoches,  $250,000,  by  a  5  ^ealrs' 
tax  of  three  and  one-half  per  cent.  j>er  anniuu, 
commencing  June  1st,  1853.  j  i 

The  aggregate  of  the  lax  stack  subscriptitois  is 
S"2,234,400,  all  of  which  have  been  approved  and 
ratified  by  the  qualified  electors  in  the  respective 
localities,  and  generally  by  large  and  commanding 
majorities.  The  tax  to  pay  the  subscription  is 
levied  upon,  and  secured  by,  landed  property  of 
the  valuation  of  one  hundred  millions  of  dol- 
lars. 

_    The  whole  amount  of  all  subscriptions  is  $2,- 
994,235,  or  within  S5,765  of  its  entire  capital.  . 

The  company  have,  besides,  the  prosi)ective 
subscription  of  De  Soto  Parish,  recently  voted,  ot 
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§100,000,  wit  1  its  private  sub8c|-iption  of  §53,325, 
and  the  offer  ly  its  citizens  of  4n  increase  of  sub- 
scription to  the  sum  of  $200,0(1(0  on  ccndition  of 
the  location  a  ad  construction  o^the  road  through 
their  Parish.  | 

There  is  alio  an  offer  of  a  subscription  of  $74,- 
000  from  the  western  i)ortion  oi  Avoyelles,  upon 
the  same  condition  as  ft om  De  Soto. 

Thirty-five  ber  cent,  of  the  privat-e  subscriptions 
have  been  called,  and  $140,.361i88  have  been  paid 
in.  Two  larae  lots  of  land  oppbsitc  the  city  have 
been  pu-chas^d  fur  depots.  Tpe  price  paid  was 
$60,000. 

In  June  18i2,  Mr.  James  G.  «ihbs  was  appoint- 
ed Chief  Engineer.  Under  hi<-i^irection  82  miles 
of  the  road  hsrre  been  located  tb  Berwick's  Bay. 
Ninety  one  miles  more  from  thence  to  Washing- 
ton would  be  located  by  March^  Ist  1853.  Of  the 
first  division  1  o  Berwick's  Bay,  |^  miles  are  under 
contract,  of  rhich  20  miles  4re  reafly  for  the 
supcrstructur  f.  | 

l"p  to  the  c  ate  of  report  the|  receipts  and  ex- 
as  follows. 


pentlituresare 

Receipts  on  an  ;count  of  C:4>ital  ^tock . 
Disbursements. 


S  76,205 

TRRENT    YEAR. 


Balance  on  h  md 

PROSPECTIVE  ME.*NS    FOR    C 

Due  on  Instal  metits  already  called  in $125,580 

Instalment^  o  i  Tax  Stock  pay.jLble  on  or 

before  Ju  ne  1st 396,186 

Balance  on  hind j. 79,205 


.  $140,361 
64,156 


20  per   cent  as.sessed 
meeting . 


at  Stockholders 


140,000 

$786,971 
The  fifth  of  c^ipltal   pai<l,   if  aUbwed  bv 

the  SUte,willbe [ ".    160,000 

The  contracts  for  construction  a  id  equip- 
ment ami  >unt  to 555,000 

Owing  to  tt^  advance  in  irop  Vhich  will  amount 
to  $800,000  bn  the  line  fron)  New  Orleans  to 
Washington,  173  miles  it,  will  b^  necessary  to  in- 
crease the  capital  of  the  compaby  to  extend  its 
work  to  the  s^ate  line  at  Texaaj 

The  trunk  line  of  the  road  through  Lonsiana 
traverses  and  developes  twelve  tmillions  of  acres, 
the  most  of  which  are  unpeopled  and  untitled; 
1 1  passes  thred  degrees  oflatitufle  and  over  four 
distinct  geogrnphical  formtiaon^ 

The  first  is  ^he  Delta  proper  ^f  the  Mississippi 
River,  ending  at  Berwick's  Bayt  It  is  exclusive- 
ly a  sugar  growing  region.         ; 

The  second  district  is  upon  tl)e  belt  of  prairie 
skirting  the  Oulf  coast  westw^rdly  to  the  Rio 
Grande.  This  district  is  a  cotton  ind  sugar  growing 
region  ande  xDorts  annually  40,000  head  of  cattle. 

The  third  district  from  Washington,  the  point  of 
intersection  with  the  valley  of  die  Red  River,  cm 
braces  the  entire  allusion  to  thoj village  of  Netchi- 
toches.  1 

The  fourth  district  embraces  the  table  lands 
between  the  B  ed  River  and  .  the  Sabine.  The 
entire  crop  of  1851  raised  in  these  districts 
amounted  to  112,084  hogsheads  of  sugar  and 
7,112,950  gallons  of  molasses,  besides  from  90,000 
to  100,000  balfes  of  cotton. 

The  lin«  of  -oad  from  the  intersection  of  the  32 
parallel  of  lat  tude,  runs  west !  through  the  best 
part  of  Taxes,  a  countrj' adapted  for  the  cultiva- 
tion of  cotton  and  grain.  The  distance  from  New 
Orleans  to  Logins  port  on  the  S4bine  is  340  miles. 
The  distance  ajcross  Taxes  to  tht  Rio  Grande,  704 
miles  ;  from  I  hence  to  Sau  Diago  566    miles, — 


si^  !-•  u  I  >  gip  i^Mj^n^^pv^^v^^^mpe^m  ^  '"'■'n 
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niakiog  the  whole  distance  from  New  Oqleans   to 
the  Pacific  Ocean  1610  miles. 

The  following  is  the  Engineer's  estin^al^  for  the 
contruction  of  the  road. 

First  Division  82   miles Si, 125,000 

Second    "      91     "     ,067,500 

Branch  to  Breaux  Bridge,  18 miles,. .,        180,000 

Lauds  Depots  &o 170,000 

10  First  Class  engines 80,000 

20  Passenger  and  100  freight  cars ....        1 10,000 


or  $14,330,  per  mile. 


\         IVabaalk  Valley  Railroad. 

On  the  4th  inst.  a  meeting  of  the  stoc  khbldcrs  in 
the  Wabash  Valley  railroad,  met  at  ti  le  town  of 
York,  in  Edgar  county,  for  the  purposelof  electing 


The  following  gentlemen 
R.  P.  Obcr, 


ard  J.  B. 


directors.     The  following  gentlemen  [wqrc   cho- 
sen : 

U.  Manley,  Jas.  Welch, 
Richardson,  Clark  county. 

Jonathan  Young,  Edgar  county 

Jas.  €.  Allen,  0.  H.  Bristol,  A.  C.  Frejic^.and  E. 
Callahan,  Crawford  county 

John  Shepherd,  and  Jasper  Catlett,  L|iwrcnce 
county. 

Aftqr  the  election  of  directors  wasovjr,  and  the 
result  announced,  the  new  board  organ  ze  I  by  el 
ecting 

0.  H.  Bristol  president,  Uri  Manley  Vic*  presi- 
dent, John  Houston   treasurer,  John  B;  Qichard- 
son,  secretary. 

We  copy  the  following  notice  of  thcj  p  reposed 
route  from  the  Wabash  Valley  Republicar. 

The  railway  from  Mobile,   Alabama 


ing  at  Paducali,    Ky.,  on  the  Ohio   riv^r, 

miles  in  length  ;  something  near  200  mi 

road  is  built  and  in  operation,  while  thdbi^ance  is 


l>rovided  for  by  the  large  donation  of  pibl 


voted  by  Congress.     The  work  on  it  isp  isqed  with 

it 


great  enerjry,  and  it  is  anticipated  that 
be  completed  within  llie   next  two   yerfrs 
Brooklyn,  opposite  Paducah  toVinccnnes, 
tance  is  130  miles.     On  this  part  of  the 
individual  subscriptions  amount  in  the 
to  S2(X),000 ;  in  the  city  of  Cincinnati 


til 


more,  being  a  sum  more  than  sufficient 
and  bridge  the  entire  route.  In  additipn 
subscription  they  are  endorsed  by  the 
Mississippi  railway  corap.iny,  giving  thcin  A  credit 
to  purcha.se  all  the  rail  necessary  for  bi  ilc  ing  the 
road.  With  this  prospect  of  certainty  b  ;tb  -e  them 
Judge  Ellis  resigned  the  presidency  oft  le  Cincin- 
nati and  St.  Louis  railway  and  accepted  that  of 
the  Paducih  and  Vinceunes  road.  The  ei  gineera 
are  now  busily  en^^iiged  in  their  survey;  i  a  id  esti- 
mates, and  the  whole  road  wil  shortly  bikt  toef 
ficient  contractors.  It  is  intended  that 
completed  by  the  time  that  the  Cincinnati 
Louis  road  reaches  Vinceunes. 

From  where  the  connection  is  made,  ^onfe 
miles  west  of  Vinceunes,  to  Paris,  it  is  ^>y 
some  sixty-four  miles,  all  told,  over   oike 
best  routes  in  the  State,  a   large   portion 
grading  of  wiiich  can  be  done  very  cheajly 


ed  to  be  about $160,000,  some  little  mere 


of  Joliet, 
Shadow  of 
oprs  are 
imme- 


of  which  there  is  at  this  time  about  880,0^0  sub- 
scribed. From  Paris  to  Chicago,  by  waji 
is  175  miles,    and  there  cannot  be   a 
doubt,  but  that  if  the  Paducah  road  and 
built,  the  Joliet  and  Terre  Haute  road  vill 
diately  follow.     Just  see  what  aconnect|ori 
From  .Mobile  to  Paducah, 

"     Paducah  to  Vinceunes, 

"     Vinceunes  to  Paris, 

"     Paris  to  Joliet, 

"    Joliet  to  Chicago, 


At  2l  miles  per  hour,  which  is  a  mode  rat  s  speed 
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,737,500 


tqrminat- 
is  401 
of  this 


will  all 

From 

the  (lis- 

roi  te,  the 

negate 

S|100,000 

grade 

to  this 

Ohio  and 


461 
3( 
6^ 

4( 


>m 


c  lands 


on  railways,  40  houi-s  will  carry  a  p.issengcr  from 
Mobile  to  Ohicaj,^o.  From  Paris,  the  merchant 
trader  or  speculator  may  reach  Mobile  for  the 
transaction  of  business  in  31  hours.  Here  are 
facts,  briefly  condensed  and  thrown  together  for 
the  consideration  of  those  concerned — the  details 
being  too  extended  for  an  ordinary  newspaper  ar- 
ticle. Enough  we  think  lias  been -^ivon,  to  show 
that  the  Wabash  Valley  road  is  an  important  one, 
with  fine  prospects  of  being  classed  A.  No.  1. 

Cleveland  and  PUt8l>ur{f  li  Railroad. 

We  believe  there  is  not  another  railway  in  the 
country,  of  the  same  length,  that  is  paying  a  bet- 
tor return  toits  stockholders  than  this.  The  road  is 
100  miles  in  length,  and  from  its  commencement, 
has  been  doing  all  the  business  its  capacity  would 
allow.  The  several  branches  of  this  road  already 
in  operation,  and  the  two  now  in  progress  of  coin- 
pletion  (the  Wheeling  and  Beaver  E.\tensions) 
will  open  a  region  of  country  which  must  find  a 
market  over  the  main  trunk  of  this  road,  not 
ecjualled  in  any  portion  of  Ohio,  or  any  other 
State, 

The  stock  of  this  road,  ever  since  it  was  opened, 
has  been  above  par,  and  has  sold  readily,  when  it 
has  been  in  market.  This  is  certainly  "encourag- 
ing to  those  who  labored  and  toik*!  for  the  com- 
pletion of  this  work.  Further :  we  have  no  hesl, 
tation  in  saying  that  there  is  not  a  better  managed 
road  in  the  United  States.  Every  care  is  taken 
for  the  safety  and  convenience  of  paseengeis.  The 
road  has  been  in  operation  over  two  years,  and 
not  a  passenger  has  been  killed.  Thisfact  speaks 
more  for  the  Snpeiinteudent,  Conductors,  Engi- 
neers, and  olticers  of  the  ro;id,  than  volumes  of 
paid  for  newspaper  twaddle.  The  directors  will 
not  employ  any  other  but  safe  ami  experienced 
officers,  and  this  accounts  for  the  fact  alluded  to. 
We  do  not  believe  there  is  another  road  in  the 
Union  carrying,  as  this  docs,  over  800  j)assengers 
every  day,  of  which  it  can  be  said,  not  a  passen- 
ger has  been  killcil. — liatriiiia  H'/./V. 


or  less. 


miles. 


Bine  Ridj^c  Ruilroad. 

The  construction  of  this  road  appears  to  be  now 
placed  beyond  a  contingency,  by  the  recent 
subscription  of  jjSlO.OOO  to  its  stock,  by  the  City 
of  Charleston.  The  State  of  South  Carolina  has 
also  subscribed  SI, 250,0<H)  to  the  project.  The 
following  letter  from  the  President  of  the  road, 
addres-sed  to  the  City  Council  of  Charleston, 
showing  the  present  condition  of  the  company, 
will  be  read  with  interest.  The  road  is  one  by 
which  the  city  of  Charleston  proposes  to  open  for 
herself  an  independent  railway  to  the  Tennessee 
Valley. 

CiuRLESTOK,  July  12,  1853. 
To  the  Honorable  the  Maijor 

and  AUIciman  of  the  Citii   of  Charleston. 

Gent[,k.mk\  :  In  behalf  of  the  Blue  Ridge  rail- 
road companies,  chartered  by  the  State  of  South 
Carolina  and  Georgia,  1  have  now  the  honor  to  lay 
before  your  honorable  body  the  copy  of  an  agree- 
ment entered  into  between  tlie  two  companies, 
and  W.  G.  Swan  Es.).,  Presi<lent  of  the  Knoxville 
and  Charleston  Kailroad  Company,  by  which  the 
company  is  placed  under  the  management  and 
control  of  the  two  companies  above  named. 

I  have  also  to  lay  before  yon  the  draft  of  an 
agreement  inado  with  Messrs.  A  Bangs  and  Co. 
contractors,  by  which  tliev  engage  to  construct 
and  equip  the  entire  line  of  road  from  the  st.irt- 
iug  point  in  the  state,  through  to  Knoxville,  so 
that  the  condition  of  the  slate  endorsment,  and  of 
the  subscription  of  a  further  sum  of  five  hundred 
and  forty-nine  thousand  dollars  (^540,000)  on 
the  part  of  the  corporation  of  the  city  of  Charles- 
ton, has  been  complied  with. 

The  arrangement  made  with  the  Knoxville  and 
Charleston  Railroad  Company,  though  it  increas- 
es the  responsibility  of  the  other  companies,  and 
may  delay  somewhat  the  completion  of  the  entire 
line,  vesting  as  it  does  the  entire  control  and  re- 
gulation of  freights,  &c.,  in  the  Carolina  company, , 


is  regarded  by  the  directors,  asof  vast  import- 
ance to  the  interests  of  this  city,  and  of  the  state 
generally. 

Recent  examinations  have  reduced  the  length  of 
the  several  roads,  as  exhibited  by  the  firstsurveys 
and  it  is  not  improbable  that  it  will  be  still  further 
diminished  when  the  final  location  is  made.  From 
the  point  of  departure  in  this  state  to  the  Tennes- 
see state  line,  the  distance  is  l.lSmiles,  and  thence 
to  Knoxville  it  is  45  miles,  making  the  length  of 
road  to  be  constructed  180  miles. 

Railroads  are  now  in  tlie  course  of  construction 
from  Cincinnati  and  Lonisvilleto  Danville,  in  Ken- 
tucky, and  charters  have  been  obtained  and  sub- 
scriptions are  now  being  made  to  complete  the 
connection  between  that  point  and  Knoxville,  140 
miles.  Thus,  in  a  very  few  years,  there  will  be 
an  nninteiTupted  line  of  railroads  from  Charleston 
to  Cincinnati,  of  631  miles,  and  to  Louisville  of  not 
exceeding  600  miles. 

The  directors  have  therefore  to  congratulate  the 
city  on  the  progress  that  has  been  made  towards 
the  construction  of  this  great  work,  and  tlu-y 
would  express  the  hope  that  your  honorable  Body 
will  regard  the  condition  on  which  the  city  sub- 
scription was  made  ;is  having  been  com[)lied  with 
and  that  you  will  proceed  to  render  it  available  to 
advance  the  interests  involved. 

I  have  the  honor  to  be  very  respectfully, 

il.    GoiRUIN, 

President  Blue  Ridge  Railroad  Co. 


North  Mlsaourl  Railroad. 

announced,    several    days  ago, 


We  announced,  several  days  ago,  that  the 
.Michigan  Ctyitral  K.iilroad  company  have  become 
interested  in  the  North  Mi.ssouri  Railroad,  and 
that  Messrs.  J.  W.  Brooks  and  James  F.  Jo}'  had 
been  chosen  Directors  of  the  laiU'r  company,  and 
subsequently  Mr.   Prooks  elected  its  President. — 

Since  then  we  have  taken  occasion  to  inquire 
into  the  object  of  the  North  Missouri  Railroad 
company,  and  ihe  connection  it  proposed  to  form 
with  e.'ustern  roads. 

The  charter  for  the  North  Missouri  Road  locates 
its  eastern  terminus  at  Burlington,  Iowa,  and  its 
western  at  a  point  on  the  Missouri  river  opposite 
where  the  Platte  river  enters  the  Missouri,  about 
twenty  miles  below  Council  Bluffs. — The  distance 
is  three  hundred  miles,  and  the  section  of  coun- 
try between  Burlington  and  the  Missouri  river  is 
unsurpassed  as  an  agricultural  district.  There  is 
abundance  of  water  throughout  the  entire  dis- 
tance, and  the  |)rairio  and  timber  lands  are  divid- 
ed in  proportions  suitable  to  the  wants  o\'  a  large 
population.  There  is  not  probably,  any  portion 
of  the  United  States,  where  the  essentials,  soil, 
timber,  good  water  and  mill  streams  are  better 
proportioned. 

Burlington,  the  eastern  terminus,  is  only  sixty 
miles  south  of  Chicago,  and  eighteen  miles  south 
of  the  mouth  of  the  Platte  river.  Erom  Chicago 
to  Burlington,  there  will  be  a  direct  line  of  rail 
road  finished  this  year, — the  Aurora,  Central  Mil- 
itary Track,  and  Burlington  branch  of  the  Peoria 
Koad.  The  distance  from  Burlington  to  Chicago 
is  only  22  miles  further  than  to  Montgomery,  in 
Iroquois  county,  a  point  south  of  Chicago  and 
east  of  Burlington  ;  so  that  the  line  from  Burling- 
ton to  Detroit,  via  Chicago,  will  not  be  over  20 
miles  further  than  direct  east  by  an  independent 
road.  This  being  the  case,  wc  take  it  for  granted 
that  no  "  cut  off"  will  take  from  Cnic.igo  the  trade 
and  travel  passing  east  and  west  viti  the  North 
.Missouri  Road.  Indeed  we  are  aware  that  the 
Michigan  Central  Railroad  does  not  want  any 
"  cut  off""  but  desires  to  make  this  city  the  great 
theatre  of  consumption  for  business.  Its  coimec- 
tion  with  the  Aurora  and  Central  Military  Tract- 
llords  are  well  known,  and  also  that  its  object  is 
to  feed  those  roads,  and  through  them  the  great 
trunk  road  between  this  and  Detroit.  Hence  it 
has  become  interested  in  the  North  Missouri  road, 
via  Aurora. 

This  North  Missouri  road,  therefore,  becomes 
an  important  work  to  Detroit.  It  will  pour  into 
this  city  a  stream  of  travel  and  trade  from  a  point 
below  the  section  of  Iowa  drained   by   the   Rock 
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Island  cut  off,  and  irreatly  aid  in  building  up  thcMillcreck,  (the  western  boundary  of  Ciutinuati) 
commerce.  That  the  road  will  be  built,  and  and  sweep  around  tlio  slope  of  Loue  Tree  Poiut 
speedily,  too,  we  have  not  a  doubt.      The   Michi-j  into  the  city  of  Covington. 

gan  Central  Rrilroad  company,  has  an  abundance  All  tunneling  is  avoided  by  the  route,  and  > 
of  capital  and  credit  to  carry  through  whatever  it  ■  line  gained  whicli  will  be  within  108  miles  ifi 
undertakes,  and  Mr.  Brooks,  above  any  other  man,  I  length.  About  three  quarters  of  this  distance  is 
is  most  capable  of  carrying  out  the  intentions  ot  j  very  "  plain  sailing  ;"  the  residue  of  the  line  has 
the  company.  His  name,  as  President  of  the  1  heavy  grades  and  what  may  be  called  great  curva- 
North  Missouri  Road,  is  a  guaranty  to  capitalists  turc.  At  the  mouths  of  the  numeious  creeks 
and  the  people  of  Chicago,   that  it  is  not  only  a' crossed,  of  course  there   will   be  a  good   deal  of 


Wright,  Dr.  Jan  es  M.  Lowry,  Sal 
F.  H,  Simril,  an^  John  Webber, 

villc  Miscellany 


The  RailrooA 
asked,  "What  is 


uel  Rainey,  sr., 
rectors. —  \ork- 


lirst  class  enteprise,  but  that  it  will  be  prosecuted 
vigorously  to  completion.  Indeed,  we  understand 
that  part  of  the  line  between  Burlington  and  the 
Des  Monies  river  will  be  put  under  contract  im- 
mediately :  and  that  the  whole  line  from  Chicago 
to  Council  Bluds  will  be  completed  withui  thirty 
months. 


Evansville.   Illinois  Railroad  Company* 

We  are  pleased  to  learn  that  this  company  are 
pursuing  the  right  course  in  relation  to  railroad 
crossings.  It  proves  that  theyare  determined  to 
spare  no  expense  to  prevent  the  loss  of  life  at 
such  places.  We  hope  to  hear  of  other  roads  adopt- 
ing a  like  course. 

The  following  preanable  and  resolution  were 
ailopted  at  a  recent  meeting  of  their  Board  of 
Directors  : 

"  Whereas  the  Mississippi  Railroad  and  the 
Evansville  and  Crawfordsville  Railroad  cross  near 
ly  at  right  angles  at  or  near  the  Borough  of  Vin- 
cennes,  Knox  county,  Indiana — and  whereas  many 
accidents  have  happened  and  many  lives  have 
been  lost  in  conseciuence  of  the  trains  belonging  to 
ditlerent  roads  coming  in  contact  at  such  cross- 
ings— and  whereas  it  is  believed  that  all  casual- 
ties arising  from  that  cause,  may  be  entirely  pre- 
vented by  mutual  arrangement  between  railroad 
companies,  one  raising  an  embankment  and  the 
other  making  an  excavation,  so  as  to  have  one 
train  pass  under  the  other — Therefore  it  is  resolv- 
ed that  the  President  of  the  company  correspond 
with  the  President  of  the  Ohio  and  Mississippi 
Railroad  Company,  and  enter  into  such  arrange- 
ment .as  will  best  carry  into  effect  the  object  set 
forth  in  the  foregoing  preamble.'" — EtansvUlc 
Journal. 


masonry;  but  the  fills  are  not  large  except  at  a 
very  few  points,  nor  will  the  excavations  be  hea» 
vy.  Altogether,  we  doubt  not  the  road  will  be 
one  which  can  be  run  for  the  average  cost  and 
with  more  than  average  speed.  It  is  conteiupla- 
ted  to  have  the  ears  in  daily  operation  between 
Covington  and  Louisville,  within  a  period  of  two 
vears. — Lon  isvllk  Cmiricr. 


Grand  Trunk  Railway. 

Walearn  that  the  following  ar  •  the  names  and 
some  of  the  salaries  of  the  principal  officers  of  the 
Gr.and  Trunk  railway — 

President — Hon.  John  Ross. 

Vice  President — B.  Holmes,  Esq. 

Chief  Engineer— Mr.  Ross— f  3,()00  stg. 

Assistant  Engineer — Mr.  S.  Keefer — 1000. 

Secretary— Mr.  C.  P.  Roney-1-1,500. 

Suix-rintendent — Mr.   Bidder — 1 ,600. 

Agent  at  Portland— Hon.  J.S.  Little— S3,000. 

Accountant  at  Portland — Mr.  C.  E.  Barrett — 
^2,(m.—Shcrbrooke  Gazette. 


liOuUvllIe  and  Covington    Railroad. 

Two  corps  of  engineers  are  now  in  the  field, 
locating  the  line  of  this  road  :  one  working  west 
from  Covington,  the  other  east  from  Louisville. 
The  entire  line  will  be  located  in  about  two 
months.  But  few  hands  are  at  work  yet,  for  the 
reason  that  the  side  stakes  have  been  set  at  only 
one  or  two  points.  We  are  assured,  however, 
that  just  so  fast  as  sections  are  prepared  for  gra- 
ding operations,  laborers  will  be  put  upon  the 
line. 

Although  the  precise  track  of  the  Louisville  and 
Covmgton  road  is  the  matter  which  the  .surveyors 
and  officers  are  now  determining,  enough  has 
been  settled  to  show  within  a  very  material  dis- 
tance where  the  rails  will  be  laid.  From  Louis- 
ville up  as  far  as  the  mouth  of  Patterson's  Creek, 
the  ro.id  will  i-un  along  the  river  near  the  foot  of 
the  second  bank,  abo\it  ten  feet  above  high  water 
mark.  The  grade  for  this  distance  varies  from 
ten  to  fifteen  feet  to  the  mile.  The  road  will 
then  run  up  Patten's  creek,  with  grades  part  of 
the  way  flfly  to  fifty-five  feet,  to  where  the  head 
branches  of  that  creek  interlock  with  the  head 
branches  of  the  Little  Kentucky  river,  when  it 
will  descend  and  pursue  the  course  of  the  Little 
Kentucky  to  CarroUton.  This  takes  it  over  the 
high  Bedford  ridge,  and  avoids  the  great  bend  in 
the  Ohio  river  at  Miidison. 

The  Road  will  cross  the  Kentucky  river  at  Car- 
roUton by  a  splendid  stone  bridge,  with  a  draw — 
two  spans  of  225  feet  each.  From  this  point  to 
the  mouth  of  Gunpowder  creek,  it  will  again  pur- 
sue the  course  of  the  Ohio.  To  avoid  the  great 
bend  in  which  lies  Boone  county,  it  will  pursue 
Gunpowder  creek  up  to  where  the  head  branches 
of  that  stream  interlock  with  those  or  the  small 
brooks  that  descend  to  the  Ohio  opposite  Cincin- 
nati, and  taking  down  these  pass  in  the  rear  of 
the  race-course  nearly  opposite  the   mouth  of 


Klng«  Monutaln  Railroad. 

The  annual  meeting  of  this  company  was  held, 
in  our  village  on  Monday  last.  The  stockholders, 
being  generally  citizens  of  our  district,  always 
find  it  convenient  and  agreeable  to  attend  in  per- 
son, which  makes  the  day  quite  a  bustling  and 
crowded  scene.  The  road  has  now  been  in  opera- 
tion for  near  ten  months.  The  reports  of  the  offi- 
cers of  the  road  exhibit  the  gratifying  intelli- 
gence, that  notwithstanding  the  newness  of  the 
project,  and  the  washing  away  of  the  bridge  of 
the  Charleston  .and  South  Carolina  Railroad  last 
tall,  and  the  c(Mise<iuent  loss  of  friegbt  and  travel 
for  about  two  months,  the  Kings  Mountain  Rail- 
road realized  a  nett  profit  of  upwards  of  four  per 
cent.  If  then^it  percent,  and  it  will  be  near 
this  amount  if  we  add  the  two  additional  months, 
for  the  year,  be  realized  the  first  year  of  a  road's 
operation,  is  it  not  more  than  probable  that  a  full 
seven  per  cent  dividend  'inay  be  declared  the  se- 
cond year.  The  general  experience  of  roads  is 
that  freight  and  travel  steadily  and  progressively 
increa.se.  Facts  .ind  figures  are  stubborn  things, 
and  the  stockholders  of  the  Kings  Mountain^Rail- 
road  cannot  but  be  pleased  with  the  results  of  the 
working  of  the  road  the  first  nine  months  and 
twenty-two  days. 

The  report  of  the  otlicers  of  this  ro.ad  further 


Indiana* 

City. — We  have  trequently  been 
the  number  of  riilroads  making 
Indian.-\polis  th^r  terminus  ?'  ;in4  we  have  never 
been  able  to  tell  exactly.  Vesteitiay,  at  a  little 
trouble,  we  procured  a  list  of  th4  names  of  the 
railroads  finishel  or  in  contenipla^ou,  running  to 
this  city.  • 

The  following:  roads  are  contem|)lated,  and  are 
running  trains  regularly  every  da«  : 

1 .  Motlison  a:  id  Imlianapolis.  ^  I 

2.  Terre  Uaxu  c  and  JndtaTuippl  s.  Two  trains 
dailv. 

3.  JndiatiapoH.'i  and  Bdkfontniric  Two  trains 
daily  to  Clevelaild,  Pittsburgh,  Bajtouand  Cincin- 
nati. ;  I 

4.  Ijofaycltc  a  id  Indianapolis..  I 

The  follwing  Dads  are  partially  Completed  :        ! 

\.  Jtffcrso^nrilOe  and  lndianat>oli^  By  this  road 
in  connection  with  Madison,  d.iilyt,ri|is  are  made 
through,  betweei  Louisville  and  ^his  city.  Ar- 
rangements havejbeen  m.ade  with  |he  Lawrence- 
burgh  ro.vi,  by  \\jhich  trains  will  sobn  run  through 
between  Jeflersionville  to  this  [city,  without 
transhipment  of  j^asscngcrs   orbagj^age. 

2.  Peru  and  Iiidiaiiapaiis.  Daily  trains  are  run 
upon  this  road  to!  Tipton,  a  distance  of  forty  miles. 
The  road  will  be  completed  through  to  Peru,  75 
miles,  by  the  1st  pf  December  nextj 

3.  Ceniral  liVftianu.  From  -  UidLinapolis  to 
Richmond,  will  h|e  completed  by  t^e  1st  of  Sep- 
tember.  -  j  ! 

4.  Lawrentxbuf^h  and  Indi/i7iup«iis.  This  road 
is  completed  from;  Lawrenceburgh  t^Greensburgh, 
a  distance  of  aboi^t  40  mil^s,  and  tlK;  iron  is  being 
rapidly  laid  at  bdth  ends  of  the  rimaining  por- 
tion of  the  road.  '<  It  will  be  finished  earlv  in  the 
fall. 

The  following  itoads  have   been  surveyed  and 
are  paitially  undef  contract,  or  are    >eiug 
ed.  ! 

1.  Evansville,]    Indianapolis,    «l^ 
\Slrai!rkt  line. 

2.  Vinccnnes  ai^  Indianapolis. 

3.  Branch  of  th4  Sale/a  ami  New 
Gosport.  1^ 

4.  Indiana  and  minors  Central. — I'rom  Indiana- 
polis to  Hannibal  Ion  the  Mississippi! 

5.  The  Junctio7i  Road. — From  Ci^cinmiti  to  In- 
dLanapolis,  via  Halmilton.  Rushvillej  &<;. 

6.  CinrhincUi  a!nd  Indianapolis  Slraigkt  Lin* 
—via  Harrison,  Bitookville,  &c.        j 

7.  Aurora  and  tndianapolis  Brrmd  Gavge, — 
to  connect  with  <he  Ohio  and  Mississippi,  'at 
Aurora. 

Making  fifteen  itoads  with  about 
track.     In  additio^i  to  the  foregoin; 


b   survey- 
Cleveland 


Albany, 


from 


480  miles  of 

a  company 

a  road  di- 

i,  to  connect 


shows  the  very  remarkable  fact,  not  often  heard 

of  in  the  history  of  Railroads,  thjit  if  the  Railroad  ;  has  recently  l)een  organized,  to  but 

thought  proper  to   sell  the  two  hundred  shares  of  jnectly  from  Greensburgh  to  Cincinn 

Charleston  and  South  Carolina  Railroad   stock, !  with  the  Lawrenceburgh  road  at  the  JTormer  point. 

amounting,  .it  par  value,  to  twenty-five  thousand  '  All  the  above  roads,  not  already  finished,  will   be 

dollars,  held  and  owned  by  it,   the  road  would  be  i  certainly  built,  except  perhaps   onej  or,  ma3'-be 

.ible  to  pay  ott' every  cent  of  its  indebtedness  and  two  of  but  little  im|portance.     Who  s|iys  that  In- 

have  a  large  surplus   on  hand.     The  truth  howev-  dianapolis  is   not  entitled   to  the   ippelation  of 

er  is,  that  the  creditors  of  the  road  do  not  want  '  The  Railroad  Citjf  7" — Indivna   Stkte  Scnttnal 

their  money,  and  regard  the  ro.id  as  a  very  safe 


>w  in  actual 
of  Georgia. 


debtor,  and  the  road  was  very  willing  to  pay  seven  ,                     o   «  «ri     w   n       ^ 

per  cent  for  borrowed   monev,   whilst  the  South  _,                n^     -1^      «•»»'•*«•• 

Carolina  Railroad  stock   was'refunding  it  by  p.ay-  ^^^^"^  ^^'^  ^90  miles  of  railroad  n, 

ing  .seven  and  one-half  per  cent.    It  is  thus  seen  *»d  profitable  operation  in  the  Stai 

that  the  stockholders  of  this  road  could   in  one  or  In  addition  to  these,  the  city  of  Savannah  has  just 

two  years  p.ay  off  all  their  debts  by  the  ordinary  surveyed  a  road  to  florida,  having  its  western  ter- 

means     of   their     road,    and     have    the   25,000  ^, „    .  t.  ,        j-  .  /T .,  _      l      j     j 

dollars  of  South  Carolin.-i  Railroad  stock  as  a  clear  '^^'''^  **  Pensacola,  a  distance  of  thrt-e  hundred 

and  unembarrassed  fund  jOf  income  besides   the  *°^  eighty  miles.       Savannah   will   build   to   its 

profit  of  the  road.      Can  any  other  road  in   the  western  border,  two  hundred  and  ninety  miles. — 

United  States  show  such  a  balance  sheet.    We  $5,500,000  have  beeto  subscribed.      Besides  these 

P*mu^  *^n* '^^^^^     .,  u       T.         ,    .J    ^    roads,  three  more  afle  in  contemplatioh,  and  will 

The  following  gentlemen  have  been  elected  offi-        ,  .  ,    ,     ,    .,,       _,.  ,,,      ^.    .,, 

cei-s  ot  the  Road  for  the  present  vear :  1  certainly  be  built.      These  will  mkke  the  system 

Col.  Wm.  Wright,  President:  John  S.  Moore,  of  railroads  in  Geor^a  amount  to  oqe  thousand 

George  Steele,  Col.  W.  C.  Beatty  Dr.  Samuel  |  five  hundred  miles. 


V-     ■"'   .- 
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CLnolmnatl  and  Indianapolis  Short  lil^c 
Kallroad. 

A  company  was  formed  in  this  city  a  few  >  reeks 

ago,  says  the  Indiana  State  Journal,  for  th(  pur 

pose  of  constructing  a  railroad  from  some  hoi  nt  on 

the  Lawrenceburg  railroad,  below  Greonsbur  j,  on 


as  direct  a  line  as  Dossible  to  Cincinnati 


John 


H.Bradley,  Esq.,  of  this  city,  is  the  Ptreiident 
of  this  Company,  and  if  perseverance  a|.d  ener 
gy  will  push  it  forward,  it  will  soon  be  900  iplet- 
ed. 

We  understand  that  an  agreement  has  bee  n  en- 
tered into  between  Mr.  Bradley  and  C.  Bl  S  uith, 
Esq.,  President  of  the  Cincinnati  Western  jrai  Iroad 
Company,  by  which  the  ShortLineCompajny  have 
obtained  the  right  to  make,  and  exclusively  own 
and  use,  a  branch  of  the  Western  road  fronji  I  arri 
son,  Ohio,  to  the  main  line  of  the  Western  i-ai  road 
at  a  point  about  five  miles  from  Cincinnati  and 
from  thence  into  the  city,  to  make,  own  lan  I  use 
the  five  miles  of  the  main  line,  jointly  wit|  the 
Western  railroad  company.  I 

This  arrangement  may  be  regarded  as  pf  kreat 
importance  to  the  short  line  road,  as  it  now  h  iS  an 
excellent  and  continuous  line  from  the  Laj«'r  sncc- 
burgh  road  to  the  heart  of  Cincinnati.  1  It  also 
gives  to  the  Lawrenceburgh  company  acobneition 
with  Cincinnati  at  a  less  cost,  probably,  <ha^  by 
any  other  route 

It  only  remains  now  to  consummate  ^irlDge 
ments  with  which  Mr.   Bradley   is  vigilantly 


to 


citjr,  as 

the 
antl  the 
W(  are 
)ad), 
road 


y, 


gressing  for  (he  advantage  of  his  company, 
us  connections  of  great  importance  to  our 
well  as  to  the  travelling  public. 

It  is  proposed  to  unite   the  interests  .inc 
means  of  the  White  River  Valley  railroad, 
company  in  Ohio  (with  the  title  of  which 
not  acquainted,  but  known  as  Reemelins 
with  the  "Short  Line  road,"  in  making  t^o 
through  Ohio. 

The  two  companies  could  make  the  roj^d 
enough  for  their  respective  tracks,  joint 
much  less  cost  than  to  make  separate  road^ 
then  could  put  down  its  own  tracks-     It  sQei^s  to 
us  that  the  true  policy  of  all  the  companies 
cerned  demands  the  consummation  of  the  ^rr^ngc 

ment.       j     ^ 

Haine. 
Androscoggin  and  Kennebec  Railroa\l. 

From  the  recent  report  of  the  Directorsjof 
road  we  have  the  following  statement  of  t^ie 
ness  of  the  road  for  the  year  ending  Jijne 
1853 

Earnings  from  Passengers S7l,6 

"      freight ■.   6^,2 


wide 
at  a 
•lach 


other  sources i,7i  >3,56 


Total  earnings S14(i,6i  1,42 


An  increase  of  about  12   per  cent    oVei 


lago) 


earnings  for  the  previous  year.  The  exp<jns  is  of 
operating  road  were  for  the  past  year  S60,|30'  99, 
leaving  $80,053  43  as  net  earnings.  ' 

The  contract  made  in  July  last,  (one  y<^ar 
with  the  Atlantic  and  St.  Lawrence  road,  fof"  the 
division  of  receipts  from  the  joint  businessi,  a 
that  company  40  cents  per  passenger  and  siktj  -five 
cents  per  ton  of  freight  carried  by  them  28  r  liles, 
from  Danville  Junction  to  Portland,  and  it  the 
same  proportion  to  intermediate  Stations.  D  iring 
one  year  S48,621  96  have  been  paid  to  the 
Atlantic  and  St.  Lawrence  Railroad,  on  ihii  ac- 
«oant.    A  contract  has  alao  been  made  wltl  the 


pro- 
give 


this 

jusi- 

1st. 


7,68 
0,19 


the 


Androscoggin  road   which  will    extend  to  July 
1st  1854. 

The  cost  of  the   road,  or  construction   account 
including  S44,210  of  couvcrUible  stock  coupons,  is 
$2,064,458  03. 
The  Bonded  debt  is $1,010,500  00 

"  Floating  debt  is 191,269  50 


$1,207,769  56 
The  following  gentlemen  were  elected  Directors 

for  the  ensuing  year : 

A.  P.  Morrill,  Readfield;  William  Willis  and 
Ira  Crocker,  Portland  ;  Ashur  Hinds,  Benton  ; 
John  M.  Tryo,  Lewiston  ;  Lysandcr  Cutler,  Dex- 
ter, Wm.   M.  LoDglcy,  Greene. 

(We  published  the  list  of  Directors  in  our  last 
number  but  give  it  again  in  connection  with  the 
report.) 

Loeoinotlve   Building* 

Since  the  publication  of  our  list  of  the  locomo- 
tive shops  in  the  United  States  we  have  learned 
some  further  particulars  of  shoi)s  in  operation  and 
in  progress,  which  we  give  below. 

M.  W.  Baldwin,  of  Philadelphia  is  now  build- 
ing at  the  rate  of  seven  engines  per  mouth.  The 
Pensylvania  Central  lload  is  being  almost  entire- 
ly stocked  with  engines   from  his  establishment. 

Norris  &  Son  have  reached  beyond  700  as  the 
number  of  engines  made  at  their  establishment. 

There  is  a  largo  establishment  in  llichmond, 
Virginia,  known  as  the  "Tredegar  Works."  It  was 
started  by  Jos.  R.  Anderson  of  Richmond  and 
Jchn  Souther,  of  Boston.  Since  its  commence- 
ment D.  N.  Pickering,  of  Boston,  has  become 
associated  with  it  while  it  is  currently  reported 
that  Mr.  Souther  has  withdrawn.  The  works  are 
of  the  capacity  of  four  engines  per  mouth. 

The  New  York  Locomotive  Works,  at  Jersey 
city,  will  be  completed  in  a  short  time,  and  will 
be  prepared  to  complete  three  engines  per  month. 

Two  companies  have  been  organized  in  Pitts- 
burgh, but  we  do  not  learn  if  either  have  taken 
active  steps  in  the  erection  of  a  locomotive  jjhop. 

At  Louisville  we  heir  of  a  new  locomotive  fac- 
tory as  being  in  progress  of  erection. 

There  is  also  the  locomotive-  establishment  of 
the  Nashville  Manufacturing  Company  at  Nash- 
ville, Tenn. 

Messrs.  Palm  and  Robertson  of  Saint  Louis 
have  a  heavy  contract  with  the  Pacific  Railroad 
tor  the  construction  of  engines.  The  entire 
equipments  for  the  construction  of  railroads  may 
already  be  supplied  at  Saint  Louis. 

New  Haven  and  Newr  Loudon  Rallroadi 

We  have  a  copy  of  the  report  of  the  Directors  of 
this  road  made  April  10th,  by  which  the  gross  ear- 
nings from  July  1,  1852,  to  April  1,  1853,  compri- 
sing the  first  nine  months  of  the  operation  of  the 

road,  were $55,973  06 

Expenses  for  working  road 35,260  79 


$20,706  27 
Out  of  this  sum  have  been  paid  inter- 
est on  seven  per  cent  bonds 19,950  00 


Leaving  as  net  earnings $756  27 

The  amount  of  stock  paid  in  is  $730,877  82. 

The  funded  debt  of  the  company  consists  of 
$450,000  7  per  cent  mortgage  bonds  ;  and  $138,- 
879  have  been  sold  and  paid  (out  of  $200,000  is- 
sued,) of  6  per  cent,  bonds,  not  mortgage. 

The  whole  cost  of  construction  and  equipment 
ofroadis  $1,297,793  99. 


Cincinnati,  'Wlliniugton  aud  Jauesvllle 
Rallroadt 

At  the  Boston  Locomotive  Works  a  few  days 
since  we  saw  two  fine  inside-connected  passenger 
engines  designed  tor  this  road.  They  had  each  5}^ 
feet  drivers  and  "  link-motions"  for  working  the  val- 
ves. They  were  called  "  Pickaway"'  and  "  Fayette,', 
and  were  quite  ready  for  delivery.  The  Circle- 
ville  Herald,  speaks  of  the  progress  of  this  road 
as  follows : 

"  The  track  laying  commenced  west  of  the 
river,  at  this  place  last  Monday  morning  One 
thousand  tons  of  the  iron  for  the  road  have  ar- 
rived at  this  place,  ami  more  is  constantly  com- 
ing. The  work  will  be  pushed  forward  as  rapidly 
as  possible,  to  Williamsport,  in  order  to  transport 
the  stone  for  the  bridge  across  Deer  creek  over 
the  road  to  that  place.  Now  the  work  goes  brave- 
Iv  on." 


Newr  York,  Newburglt  and  Syracuse  Rail- 
road. 

The  following  gentlemen  have  been  elected 
ofljcers  of  this  road  : 

President. — Hon.  Allen  M.  Sherman,  of  Or- 
ange. 

Vice  I'rcsif/c)if.—}tlnj.  Moses  D.  Burnett,  of 
Syracuse. 

Dlreclors.—UohQrt  A.  Foreyth,  Cornelius  C 
Smith,  Hon.  William  C.  Hasbrouck,  and  Hon.  A. 
M.  Sherman,  of  Newburg  ;  ]Maj.  Moses  D.  Bur- 
nett, Thomas  G.  Alford,  William  B.  Kirk,  and 
John  J.  Peck,  of  Syracuse  ;  Chas.  Hathaway  of 
Delhi  ;  Orin  Griffin,  of  Hobart ;  Joshua  V.  H. 
Clark,  of  Manlins  ;  Albert  L.  Pritchard  of  New 
Berlin,  and  Smith  M.  Purdy  of  Norwich. 


Immense    Boiler  Plate. 

In  the  Crystal  Palace,  in  New  York,  there  is  a 
boiler  plate  of  Low  Moor  Iron,  which  weighs 
2,700  pounds.  It  is  19  feet  4  inches  long,  4  feet 
10  inches  wide  and  %  of  an  inch  thick.  It  is 
larger  than  any  plate  exhibited  at  the  World's  Fair 
at  London. 

We  quote  the  above  from  a  cotemporary.  A 
plate  of  iron  of  this  size  could  not  weigh  over  1400 
lbs.  Iron  of  Jq  incd  thickness  M'eighs  15  lbs  per 
square  loot.  ( 

Boston  liocomotlves. 

We  saw  a  new  outside  connected  engine  in  Bos- 
ton, last  week,  which  was  about  starting  from  the 
Worcester  depot  on  its  way  to  the  Ohio  and  Indiana 
road.  This  engine,  called  the  "  Crestline,"  was 
built  by  John  Souther  and  Company, ^  and  exhi- 
bits some  changes  from  the  rather  antiquated  class 
of  engines  which  have  heretofore  been  built  by 
that  establishment.  It  has  "  full  stroke"  pumps 
of  an  improved  pattern  and  has  check  valves  near 
the  forward  end  of  boiler.  It  has  also  been  fitted 
with  the  "  link  motion,"  instead  of  the  "  link 
hooks"  and  "  cut  off"  so  long  adhered  to.  These 
changes  have  simplified  its  construction  and  given 
it  a  modern  appearance.  The  "  c<ib"  has  also  been 
made  in  a  style  more  in  accordance  with  improved 
taste,  but  the  dome  and  escape  pipes  remain  in 
remembrance  of  the  "  old  style."  The  new  outer 
frame  which  has  been  applied,  consisting  of  a 
single  bar,  about  4  inches  by  1  inch,  does  not 
appear  to  us  to  afford  sufficient  security  in  the  at- 
tachment of  the  cylinders,  which  have  no  direct 
attachment  to  the  smoke-box.  The  pressure  of 
the  hand  will  spring  this  rail  sensibly  within  a 
short  UliitaQce  of  the  cylinder,  The  engine  is  how- 
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ever  an  improvement  on  the  style  to  which  this 
establishment  has  faithfully  adhered  for^rc  years^ 
past  until  now. 

Hew^  York. 

Northern  RailroafI .—The  last  annual  report  of 
this  company,  made  up  to  December  31,  gives  the 
following  statement  of  its  business  for  1852 — 

Gross  receipts $480,137  04 

Expenses 284,290  OG 


Leaving  as  net  income $195,846  98 

The  total  cost  of  construction  and  equipment  to 

April  1,  1853,  is $4,503,004  45 

Interest  paid,  discount  on  bonds, 

&c 630,829  99 


S5,133,834  44 
Which  has  been  received  from 

Capital  stock $1,579,969  61 

Bonds 2,969,760  00 

floating  debt 584,104  83 

S5,133,834  44 

Mechanical  Drawing. 

The  second  number  of  the  Practical  Draughts- 
man's Book  of  Industrial  Design  and  Engineers 
and  Machinist's  Drawing  Companion  is  now  issued 
by  Stringer  and  Townsend.  It  is  a  useful  num- 
ber, being  devoted  to  the  construction  of  polygons, 
the  principles  of  projection  and  the  elements  of 
Architecture  ;  all  of  much  importance  to  students 
of  the  practical  success.  It  is  illustrated  by  four 
double  page  copper  plates,  forming,  in  clear  style, 
the  reference  of  the  text.  Being  an  amateur  in 
this  art  we  speak  advisedly  of  its  value,  and  we 
may  further  say  that  its  adoption  as  a  text  book 
has  taken  from  us  nearly  all  responsibility  of  the 
instruction  of  a  young  friend  and  pupil  at  home. 

Ashtabula  and  Neiv  Iilabon  Railroad. 

The  friends  of  this  road  held  a  meeting  at  Can- 
field,  on  the  4th.  The  people  of  Ashtabula,  Trum- 
bull, Mahoning  and  Columbiana  assembled  and 
organized  by  the  appointment  of  H.  R.  Sarmon,  of 
Trumbull,  president,  and  Dr.  Elwell,  of  Ashtabula, 
secretary.  The  convention  was  addressed  by 
Messrs.  Brewer,  McCook  and  Hartshorn,  of  New 
Lisbon;  (Jen.  Roller,  of  Green ;  Eben  Newton,  of 
Canfield,  Dr.  Elwell,  and  0.  H.  Fitch,  of  Ashtabu- 
la. The  following  gentlemen  were  elected  di- 
rectors of  the  Ashtabula  and  New  Lisbon  rail- 
road: 

Henry  Hubbard  and  Frederick  Carlisle,  of  Ash- 
tabula, L.  B.  Austin,  of  Austinburg,  J.  R.Giddings 
of  Jefferson;  J.  H.  Holcomb  of  Canfield;  Henry 
Springer,  and  Anson  L.  Brewer,  of  New  Lisbon. 

Cleveland,  Colnmbaa  and  CInelnnatI   Road. 

The  receipts  of  this  road  for  June, 

1853,  are $91,366  68 

June,  1862 73,683  61 


Increase $17,772  97 

Total    receipts    for    six 

months  ending  June  30, 

1853 $485,766  29 

Total   receipts    for    six 

months  ending  June  30, 

1862 295,536  95 


Increase $190,230  34 

Total  Receipts  for  year  ending  June 

30,1853 $1,000,308  03 

Mr.  Stone,  the  Superintendent  of  this  road,  has 
retired  from  its  management,  and  L.  Tilton,  Esq.. 
late  Superintendent  of  the  Fitchburg  railroad, 
takes  his  place,  ,        .  . 


Liabliitlea  of  Public  Carriers. 

A  case  of  much  public  interest  was  recently 
tried  in  the  Circuit  Court  for  Ulster  County,  in 
which  0  S.  Boncsteel  >vas  plaintiff,  .uid  Messrs. 
Daniel  Drew  and  Cornelius  Vanderbilt,  of  New 
York,  (owners  of  Vanderbilfs  through  line  of 
steamers  from  New  York  to  California,  via  Nicara- 
gua,) were  defendants. 

It  appeared  in  the  evidence  that  the  plaintiff 
purchased  of  the  agent  of  the  defendants  through 
tickets  to  San  Francisco.  One  promised  him  pas- 
sage by  the  steamer  Prometheus  to  Greytown, 
another,  across  tlie  Isthmus  by  the  acGes.sory  Nic- 
aragua Transit  company's  line,  a  third  by  the 
steamer  North  America  to  San  Francisco. 

He  had  been  induced  to  purchase  these  tickets 
by  advertisements  claiming  a  superiority  for  this 
line  over  all  others  in  regard  to  speed,  safety  and 
comfort,  and  to  its  passage  through  a  healthy 
country.  It  also  appeared  that  statements  had 
been  made  by  Yanderbilt  personally,  that  at  Grey- 
town  the  passengers  would  be  changed  to  the  riv- 
er steamboats  iunnediately,  and  by  them  ascend 
the  San  Juan  river,  which  hasits  source  from  Lake 
Nicaragua.  Thence  there  would  be  a  land  car- 
riage of  twelve  miles  to  San  Juan  Del  Sur,  on  the 
Pacific.  The  passage  was  to  be  accomplished  in 
40  hours,  and  the  delay  on  the  Isthmus  not  to  be 
longer  than  15  days. 

The  plaintifi",  in  company  with  650  passengers, 
sailed  in  the  Prometheus.  Arriving  at  Greytown, 
they  were  compelled  to  quit  the  vessel,  and  remain 
for  eleven  days  subject  to  its  unhealthy  climate 
and  miserable  fare.  They  were  then  taken  acrot>s 
the  Isthmus  in  boats  overcrowded  with  passengers, 
which  frequently  grounded  in  the  river,  forcing 
these  passengers  to  wade  in  the  water  to  assist  In 
their  onward  programs.  The  passage  lasted  niae 
days.    ^  •,  j     I 

At  San  Juan  del  Sur  they  waited  in  vain  for  tae 
North  America,  which  vessel  had  previously  been 
wrecked.  The  Monumental  City  was  sent  in  her 
place,  but  could  not,  from  its  inferior  size,  take 
half  the  number  of  passengers  in  waiting.  After- 
wards the  steamers  Pacific  and  Independence,  be- 
longing to  the  same  line,  came  to  port,  but  refused 
to  allow  the  plaint! tf  passage,  being  also  filled  be- 
yond their  capacity  with  passengers,  many  of 
whom  held  tickets  of  a  subsequent  date  to  plain- 
tifl''s,  and  arriving  in  subsequent  steamers  to  the 
Isthmus.  It  also  appeared  that  tickets  had  been 
sold  by  persons  connected  with  some  of  these  bo. 
to  transient  passengers.  I 

Waiting  thirty  days  at  San  Juan  del  Sur,  to  se- 
cure a  passage  to  San  Francisco,  plaintiff  returned 
to  New  York,  having  in  the  meantime  been  ex- 
posed to  the  disease  of  the  climate,  which  carried 
ofl'his  companions  at  the  rate  of  four  or  five  daily, 
and  to  a  miserable  fare,  among  the  items  of  which 
are  included  monkey  soup,  guano  (lizard)  steak, 
apple  sauce  with  turpentine,  and  other  delicacies 
of  a  like  nature,  for  which  they  paid  the  sum  of 
three  dollars  daily,  inclusive  of  one  dollar  for  wa- 
ter.     , 

On  their  return,  remonstrating  with  Vanderbilt 
for  sending  away  passengers  with  the  Northern 
Light,  a  steamship  which  sailed  after  the  loss  of 
the  North  America  was  known  in  New  York,  the 
passengers  of  which  over  crowded  the  Isthmus 
and  took  precedence  of  those  of  an  earlier  date  for 
passage  on  the  Pacific,  he  told  them  that  it  was 
more  profitable  to  pay  damages  tliao  to  seod  the 
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Northern  Lights  empty,  and  fore|  o  the  passenger 
money.  '    1 

The  counsel  0f  plaintiff  t>ummc(|i  up  this  passage 
money  at  $212)000.  Taking  alsoi  the  number  who 
had  died  on  th^  Isthmus,  it  wad  found  that  the 
saving  by  theirj  deaths  to  the  Vaiiderbilt  line  was 
$33,500.  ;  \ 

The  points  tfiken  by  defendants  were  first— 
that  they  were  ieverally,  not  jointly  liable:  se-jond, 
that  the  loss  oflihe  North  Anicricli  by  the  act  of 
God,  discharged  their  liabilit}'  as  |;ommou  carriers; 
and  third,  that  in  any  event,  thejj  were  only  liable 
for  the  passage  from  San  Juan  ^el  Sur  to  San 
Francisco.  i 

The  Judge  charged  that  the  aqvcrtibement  held 
the  defendants,  as  a  centractj  to  perform  all 
which  they  setTerth  ;  and  that  ^r  its  omissions 
the  plaintiff  wa^  entitled  to  recover  the  damages  he 
actualy  sustained,  in  the  loss  of  his  passage  money 
and  expenses  wfaile  living  on  the  Isthmus,  together 
with  the  loss  o^  his  time.  He  fi|rther  held,  that 
if  this  contract'  was  violated  in  4  fraudulent  and 
oppressive  mankier,  the  plaiutiti*]  was  entitled  to 
exemplary  daifiages.  ' 

The  Jur}-  by  the  verdict,  itir^nerally  believed, 
intended  to  express  their  disapprobation  of  the  in- 
difference to  lift  and  comfort  marking  the  Califor- 
nia passenger  ti-ade,  as  demonstrtited  by  the  evi- 
dence in  this  disc,  and  to  correct  its  evils  by  the 
only  method  [calculated  thoropghly  to  reach 
them. 

4- 

Grand  TrnnlC  Railway  Company  of  Canada. 

The  meetingiof  the  Stockholders  of  the  Grand 
Trunk  Railway;  Company  of  Can jjda,  was  held  at 
Quebec,  on  Monday,  July  llihi  at  which  time 
the  necessary  Votes  were  passed,  accepting  the 
surrender  of  the  St.  Lawrence  sind  Atlantic,  and 
other  roads  in  panada,  and  merging  the  whole  in- 
to one  company,  under  the  charier  of  the  Grand 
Trunk  Hailwayl  company  of  Canalla. 

All  that  is  ooW  required  to  cons«mmate*this  great 
scheme  is  the  signing  of  the  Ieasi>  o(  the  Altantic 
and  St.  Lawrence  Road  from  Island  Pond  to 
Portland.  The  terms  of  this  leatc  are  all  agreed 
upon,  on  both  sides ;  and  on  the  arrival  of  the 
Hon.  Mr.  Jack^n  from  England^  and  the  Hon. 
John  Ross  from  Canada,  the  paptifrs  will  be  execu- 
ted. For  graUff  security  of  al)  parties,  the  lease 
is  made  to  Messrs.  Jackson  and  Ross  as  Trustees, 
for  the  benefit  pf  the  Grand  Tru|k  Railway  com- 
pany, with  a  ri^ht  to  assign  the  s^me  to  said  com- 
pany on  requejb,  on  their  receiving  farther  legi»- 
iative  power  as' may  be  required.! 

Mr.  Jackson,  accompanied  by  this  partner,  Mr. 
Bctts,  and  Robert  Stephenson,  tl|e  great  engineer, 
were  to  sail  from  Liverpool  on  the  16th  inst.,  and 
may  be  expectid  in  Portland  in  lall  July,  at  the 
furthest. 

The  organization  of  the  Grand  Trunk  Railway 
company  is  reported  as  follows :— i 
President,  H(>n  John  Ross.       I 
Vice  President,  B.  Holmes,  Esc|.  i 

Chief  Engineer,  Alex'r  McKcn^ie  Ross.  j 

Assistant  Engineer,  Samuel  K^fer.  | 

Secretary,  C.jP.  Ron«y,Esfl[.     j  j 

Superintendent,  Samuel  Biddci^  Esq.  1 

Agent  at  Portland,  J.  S.  Little.]^ 
Accountant  at  Portland,  C.  E.  Barrett. 
We  understatad  that  the  company  have  fixed 
the  prices  of  transportation  of  Flo»rfi-om  Montreal 
to  Portland,  at  40  cts.  per  Bbl.  ' 

We  are  informed,  also,  that  thcile  is  to  be  a  lai^ 
Store  House  at  Island  Pond,  fVcto  which  point, 
Produce  will  be  sorted  and  loaded  for  the  various 
way  stations,  ab  the  same  shall  be  required  for 
consumption. — JSl^ite  of  Maine. 

^^  Hon.  SaUuel  P.  Shaw  hais  been  elected 
Treasurer  of  the  Somerset  and  JKennebec  rail-. 

road  compaoy,  Tic«  X.  C.  Johosooi  resigaed. 
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Clnciunmtlf  Vnloa  and  Fort  Wa^u^  Rail* 
road. 

The  company  constructing  this  road,  vlfis  incor- 
porated under  the  laws  of  Indiana,  on  the 


of  February,  1853,  and  organized  on  Ih 
the  same  month.     The   oflicers  of  the 
are : 

Jer.  Smith,  president,  AVinchester,  Ind ., ''  V.  P.  De- 
bolt,  secretary,  and  Jonas  Votaw,  trcasur  r,  Union 
City,  Ind.,  andR.  M.  Patterson,  cnginei  t,  Jlndianp- 
olis,  Ind. 

Directors. — Geo.  Carlisle,  Cincinnati  Oiio;Jer. 
Smith,  Winchester,  Ind.;  B.  W.  Hawl  in  ,  Union 
City,  Robert  Huey,  Jay,  C.  H.,  TheophiUn  Wilson 
New  Corydon,  S.  L.  Rugg,  S.  8.  Micl;le  Joseph 
P.   Nuttman,  F.  P.  Randall,  Decatur,  lad 

Tho  company  have  the  grubbingund  !r<  ontract, 
and  at  tho  July  session  of  the  board,  th 
a  letting  of  the  grading,  bridging  and 
ties,  which  is  to  take  place  on  the  first 
ber  next.  They  also  invite  proposals 
ing  the  iron,  laying  and  ballasting  the 
preparing  the  road  for  use. 


15th  day 
!  2l>d  of 
:ompany 
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Savannah  River  VallcyRailijoap 

We  learn  from  the  Savannah  News  tl 
ing  was  held  at  Dorn's  Mine,   iu    Abb; 
trict,  on  the  11th  in.st.  at  which  books  cf 
tion  to  the  Savannah  River   Valley  Railro^id 
opeued.     Mr.  Dorn  subscribeb  SlOO,O00, 
Floyd,  agent  of  the  New  York  Gold  Mini 
pany  gave  assurance   tliat   New  York 
would  take  that  amount,  or  double  it, 
ry  to  secure  the  charter.     .Vt  llaraburk 
000  have  been  already  subscribed. 
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Vlneennes   and  Padncah  Rail^oild 

At  a  meeting  of  the  stockholdor.s  of  t  jii.s  coinpa 
ny,  held  atPaducah,  on  the  30th  ult.,  I  lie  follow- 
ing named  gentlemen  were  elected  di  ec  ,ors  for 
the  present  year : 

Paducak—L.  M.  Flournoy,  and  Wi  t.  Nor- 
ton. 

Vincenncs—A.  T.  Ellis,  C.  M.  Allen,  |A.  Smith, 
Thos.  Bishop,  W.  E.  Browne. 

Cincinnati — H.  H.   Goodman,  and  C.   At.  West. 

Illinois— J.  Q.  Bowman,  V.  B.  Bell,  E.  B 
Webb. 

At  a  meeting  of  the  Directors  held  on  thjc  same 
day,  the  following  officers  of  said  com])aiy  were 
elected : 

President— A.  T.  Ellis 

Secretary  and  Treasurer — J.  C.  Bowcjiai 

Chief  Engineer—N.  A.  Gurney. 


The  Cleveland,  Columbus  and  Cinciimsti  Rail 
Road  have  contracted  for  8000  tons  of  lails  for 
a  double  track  from  Cleveland  to  Galliqn 

The  city   of  Alexandria.   Va.  has  votef  a  sub 
scription  of  S200,000,  to  tfic   Manassas  Opp  rail 
road,     h 


.  Commissioners  Agreed  upon. 

We  understand  that  the  Board  of  D? 
the  Illinois  Central   Rail   Road  and  the 
Indiana  and  Chicago  Railroad  h.ive  agrbe( 
William  H.  Swift,  of  Boston,   Gen.   WilKii 
the  State  of  New   York,  and   William 
head,  chief  Engineer  of  the  Milwaukee 
issippi  road,  as  Commissioners  to  settle 
and  manner  of  crossing,  and  other  que  sti 
tween  the  two  companies,  relative  to  th< 
of  their  roads   near    this  city.        This 
question  seems  to  be  iu  a  fair  way  to  b^ 
settled,— C/^ica^o  Tribune. 
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AMOSKEAG  MANF'G  CO. 

MANUKACTUKER.S  ..C  LOCOMOTIVE  ami  STATIONA- 
IIY  STKA.M  KNtilNiiS,  Uoileis,  Cottoii  ami  Woolen  Ma- 
cliiiicry,  Tix>ls,  Turbine  Wheels,  Mill  Work  aiiJ  Castinj^s  of  every 
(luscrii'tii'n. 

M.VNCIIESTER,  N.  II. 

O.  W.  BAYLEY,  Kgent, 
WJL  AMOllY,  Treasurer,  MiuielitoitiT,  N.  II. 

05  iSUite  Mt.,  B««tuii,  .Alass.  !>')>' *i. 


To  Contractors. 
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^E.VLEU  I'llUl'USALS  will  bo  iccuived  at  the 
^5  Engineer's  offici;  of  the  Lexington  and  Big 
Sandy  Railroad,  in  Mt.  Sterling,  Ky.,  until  Aug. 
lUth,  at  sun  down  for  the  graduation  and  masonry 
of  tiie  whole  of  said  Railroad,  a  distance  of  125 
miles.  Bids  will  be  received  for  jiuy  number  of 
sections,  the  company  reserving  the  right  to  reject 
all  propositions,  if  none  are  satisfactory. 

Propositions  are  also  invited  by  contractors  of 
ability,  for  the  whole  road. 

This  road  runs  through  some  of  the  finest  por- 
tions of  the  State,  the  facilities  for  the  supplies  of 
every  kind  being  very  abundant. 

Plans  and  specitications  may  be  seen  at  the 
office  after  July  1st. 

J.  B.  WESTBROOK,  Chief  Engineer. 

Portland,  Ajiril  9,  1853. 

Railroad  Letting. 
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KENUSHA  AND  BELOIT  RAILROAD. 

ON  and  alter  the  tirst  day  of  August  next,  and 
iintil  the  15th  of  August,  inclusive,  proposals 
will  be  received,  under  seal,  at  the  Otlice  of  the 
Kenosha  and  Beloit  Railroad  company,  iu  Keno- 
siia,  for  the  construction  of  the  entire  road  from 
Kenosha  to  the  Rock  River  Union  Yalley  Railroad, 
a  distance  of  about  50  miles. 

The  proposals  may  be  made  for  the  grading, 
masonry,  ties,  and  entire  construction  in  a  single 
contract — or  fur  the  same  and  all  items  separately, 
and  ill  independent  contracts  by  different  individ- 
uals. They  will  likewise  be  received  for  the  above 
in  parts.  The  work  will  besides  be  divided  into 
sections  of  moderate  length,  and  proposals,  as  .n- 
bovc,  for  a  single  section  or  .iny  number  of  sec- 
tions will  be  received. 

Profiles  and  sjMicilications  may  be  inspected  at 
the  Engineer's  Office  in  Kenosha,  on  and  between 
tho  days  above  specified,  and  forms  of  proposals 
will  be  supplied  to  all  who  desire  to  take  con- 
tracts. 

ALEX.  C.  TWINING,  Engineer. 

Engineer's  Office,  Kenosha,  June  20th. 


Richard  Norris. 


IIenrv  Latimer  Norris. 


Richard  Norris  &  Son, 

NORRIS'  LOCOMOTIVE  WORKS,  Blsu  Uill, 
PHILADELPHIA, 

MANUFACTURE  to  onlor  Loconiotivca,  ciclusively,  on  any 
|ilaii,  or  of  any  size— of  l>est  inateriok  and  workmanship. 
Their  Works  huviii);  been  this  year  greatly  enlarged,  and  Ainiish- 
ed  with  the  most  a|>|>roved  Toob,  tliey  are  enabled  now,  having 
a  lar{<o  luunber  of  Worknioo  employed,  to  execute  orders  wiUi 
des|>atclL 
June  0.  185a 
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Railroad  Iron. 

Totis  T  Rails  of  j{o»xl  ijuality,  08  lbs.  to  tlK)  yard  to 
arrive  dliriii;;  July,  for  sale  bv 

JOILN  11.  HICKS,  90  Beaver  8t 


Railroad  Iron. 


iyr\r\f\  Ton»  of  RiUls,  weighing  fVom58  to  60  lbs.  per  yard 
/^KJyjyj  of  Favorite  Puttenui,  iiow  on  hand  In  New  Yort 
For  sale  by  W.  F.  WELD  «c  CO., 

Juno  21, 1802.  42  Central  Wharq  Boston. 


INDUSTRIAL  WORKS. 

BEMEXT,  COLBY,  DOUGHERTY  &  CO., 
IRON  FOUNDERS  AND  MACHINISTS, 

Callowhill  Street,  between  Schuylkill  Second  and  Third, 

PHILADELPHI.\. 
ACHINISTS   TOOL.S,  particularly  adapted   for  Railroad 
Work,  Mill  Work,  ami  Heavy  Castings,  tbr  cupolas,  build- 


M 

iiijfn,  etc. 


E.  D.  MARSHALL,  JAMES  DOUGHERTY, 
a.  A.  COLBY,  WM.  B.  BEMEM. 


Notice  to  Contractors. 


ST.  LOUIS  AND  IRON  MOUNTAIN  RAIL- 
ROAD. 
PROPOSALS  will  be  received  at  the  office  of 
Company  in  St.  Louis,  Mo.,  for  the  Gradua- 
tion, Masonry  and  Bridging  of  that  portion  of  the 
St.  Louis  and  Iron  Mountain  Railroad  included 
between  St.  Louis  and  the  Iron  Mountain,  or  Pilot 
Knob,  distance  about  84  miles.  The  preliminary 
surveys  and  <ipproximate  locations  are  now  com- 
plete, and  the  Hnal  location  for  construction  in  ra- 
pid progress,  and  may  be  closed  by  the  1st  Sept. 
•Meanwhile,  profiles  and  plans,  now  ready,  will, 
with  examination  of  the  country,  give  .all  necessa- 
ry data. 

The  work  on  this  road  is  heavy,  including  three 
tunnels,  and  much  rock  work  and  masonry,  about 
20  miles  of  the  road,  shows  "side-hill"  work,  and 
the  balance  heavy  through  work.  The  Iron  Moun- 
tain is  700  feet  above  the  river  at  St.  Louis ;  but 
two  principal  depressions  are  to  be  crossed  before 
reaching  that  height.  The  country  passed  through 
is  healthy  and  well  watered. 

Proposals  will  be  received  (by  quantities)  for 
the  whole  or  a  part  of  the  road,  but  contracts  will 
only  be  made  with  responsible  parties.  No  con- 
tracts will  be  closed  before  the  16th  of  August, 
and  no  sooner  thereafter  than  satisfactory  offers 
are  i-eceivcd  from  responsible  parties.  The  road 
will  hereafter  be  extended  to  the  Arkansas  line, 
to  connect  with  tlio  Cairo  and  Fulton  road,  and  a 
branch  to  the  Mississippi  River,  at  Cairo  or  new 
Madrid,  is  also  contemplated. 

WiM.  M.  M'PHERSON,  Pres't. 

Thos.  S.  O'Sui.livan,  Consulting  Engineer. 

J.  H.  MoRLEV,  Eng.  in  Charge. 

4w.  St.  Louis,  July  21,  1853. 

Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  Office  of  the  Pittsburg,  Maysville 
and  Cincinnati  Railroad,  in  M'Connelisville,  until 
the  2(lth  of  August,  for  the  Graduation  and  Mason- 
ry of  the  line  of  road  (about  35  .sections)  between 
the  Muskingum  River  and  the  Central  Ohio  Rail- 
road. 

Bids  enclosing  proper  testimonials  will  be  re- 
ceived for  the  whole  or  any  number  of  the  above 
sections. 

Plans  and  specitications  will  bo  ready  for  exam- 
ination after  the  20th  of  July. 

The  division  between  the  Muskingum  and  Hock- 
ing Rivers  will  be  oflTered  for  contract  as  soon  as 
the  location  is  completed. 

ROBERT  M'LEOD, 

Chief  Engineer. 
M'CoN.NEi,sviLt,E,  June  4th,  1863. 


Notice  to  Contractors. 
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JEFFERSONVILLE  RAILROAD. 

SEALED  Proposals  will  be  received  at  the  office 
of  the  Company  at  Jefferson ville,  Indiana,  un- 
til 10  o'clock,  A.  M.,  on  Wednesday,  the  7th  day 
September,  1853,  for  the  clearing,  grading  and 
bridging  the  road  between  Edinburg  and  Indiana- 
polis. 

Proposals  may  be  made  for  sections,  divisions, 
or  the  entire  line,  about  30  miles,  payable  in  the 
7  per  cent  mortgage  bonds  of  the  Company  or  part 
oonds  and  part  cash,  and  also  for  payments  entire- 
ly in  ca.sh. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgement  will  best  secure 
the  prompt  construction  of  the  road,  and  to  reject 
all,  if  none  are  satisfactory. 

The  route  traverses  a  fertile  country,  furnishing 
abundant  supplies  of  all  kinds,  and  the  line  is  easy 
of  access  at  all  points. 

Bidders  will  please  give  their  post  office  ad- 
dress. 

WILLIAM  G.  ARMSTRONG,  President. 

Jefiersonville,  July  9, 1868. 
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Break  or  Ganges. 

It  Strikes  us  that  some  portions  of  the  west,  the 
State  of  Ohio  for  instance,  are  preparing  for  them- 
selves a  great  deal  of  future  trouble,  by  the  diflfer- 
ent  gauges  upon  which  they  are  constructing  their 
roads.  The  prevailing  gauge  in  the  Western  States, 
with  the  exception  of  Ohio,  is  4  feet  8>2  inches. 
That  of  Ohio  is  4  feet  10  inches.  Here,  then,  is  a 
distinction  without  a  difference ;  nothing  gained 
in  principle,  but  a  great  deal  lost  in  practice.  All 
the  States  lying  to  the  east  have  a  diflferent  gauge, 
so  that  upon  reaching  Ohio  everything  has  to  break 
bulk.  On  the  west  the  i  same  is  the  fact.  The 
gauge  of  Michigan  and  Indiana  is  4  ft.  8^  in.;  so 
that  produce  from  these  States,  instead  of 
passing  on  to  New  York,  or  Philadelphia,  in  the 
same  car,  is  shifted  tvnce,  involving  great  delay,  ex- 
pense and  damage  to  the  freight ;  all  owing  to  a 
folly  that  is  not  productive  of  the  least  practical 
good. 


I  But  the  piischicf  already  done,  though  felt  to 
be  a  grievous  burden,  is  far  from  having  its  legit- 
imate effect.  Instead  of  profiting  by  experience,  a 
considerable  portion  of  the  people  of  Ohio  seem  de- 
termined to  add  to  the  inconvenience  under  wliich 
they  are  already  suffering.  They  are  taking 
means  to  introduce  a  lutc  gauge,  the  6  Jed,  into 
the  State ;  which  is  peculiar  to  the  Erie  road  and 
its  bra  nckes,  and  in  existence  no  where  else. 

For  this  innovation  we  can  see  no  good  reason 
whatever.  In  fact  no  sufficient  one  exists.  Ad- 
mitting the  advantages  of  the  G  feet  gauge,  its 
superiority  over  the  4  feet  8}^  inches,  it  is  not  so 
decided  as  to  override  the  question  of  ctmrrnience. 
The  prevailing  gauge  should  determine  the  one  to 
be  adopted  in  a  given  case.  Where  the  6  feet  pre- 
vails, this  should  govern,  and  vice  versa,  where  the 
4  feet  8)^2  '"•  is  the  common  one.  Of  this  we  think 
there  is  no  dispute.  It  is  too  late  to  raise  the 
question  of  the  superiority  of  gauges  in  a  country 
already  filled  with  roads.  In  such  case  it  has 
been  settled  long  ago,  and  to  attempt  to  raise  it 
under  such  a  state  of  things,  is  to  be  ignorant  of 
the  true  merits  of  the  case,  or  it  is  an  attempt  to 
make  capital  and  strength  out  of  mere  assumption 
or  words  without  meaning. 

A  wider  gauge  than  4  ft.  8^^  >"•  wonld  undoubt- 
edly be  preferable.  A  majority^of  Engineers  would 
name  a  width  somewhere  between  5,  or  5'.j  feet. 
Where  the  question  is  an  open  one,  a  wider  than 
the  ordinary  gauge  is  generally  adopted.  That 
of  the  Pacific  railroad,  now  in  progress  from  St. 
Louis  to  the  west  line  of  Missouri,  is  6}^  feet. — 
The  Canadians  have  adopted  the  same  width. 
— The  reason  that  influenced  in  both  ca.ses  was 
the  fact  that  the  question  was  considered  an  oi)e!n 
one,  and  the  gauge  adopted  was  the  one  thought 
'to  be  best  fitted  to  fill  all  the  conditions  of  supe- 
riority. Had  it  been  otherwise,  a  different  gauge 
would  have  been  adopted  in  both  cases. 

One  of  the  lines  of  road  in  Ohio  for  which  a 
g<iuge  of  6  feet  is  proposed,  is  that  commencing  at 
the  east  line  of  the  State,  not  far  from  the  paral- 
lel of  Warren,  passing  through  Ravenna,  Akron, 
Ashland,  Gallon,  Urbanna  and  Dayton,  to  Cincin- 
nati, a  distance  of  some  300  miles.  From  Day- 
ton, it  is  expected  that  the  Cincinnati,  Hamilton 
and  Dayton  road  will  lay  down  a  six  feet  track, 
reducing  the  length  of  tuu-  road  to  some  240  miles. 


Tlii.s  road,  whcti  built,  will  cio^  suiuc  lU  or  12 
important  lines  of  railroad,  allofadiffereut  gauge. 
Its  track  cannot  bo  used  by  cars  tunning  ui)on  any 
of  them.  We  will  not  enlar^  upon  the  in- 
convenience arising  /rom  this  di'^ersity  of  track!*, 
as  it  will  be  rejtdily  appreciated  l^y  every  railroad 
man,  but  it  is  n{>t  too  much  to  sajt,  that  it  would 
be  considered  rtiinous  to  tiie  bu!si|)oss  of  the  road 
having  the  exdeptional  track,  ajid  ju  sullicieut 
reason  for  the  qonstruction  ofaw*/'-  road  having  a 
gauge  in  harmdny  with  the  preTkiling  system.-- 
Thc  exceptioniil  gauge  would  b^  looked  ui)on, 
and  very,  naturilly,  as  an  ititrurJci,  and  instead  of 
being  encouraged  and  patronized  by  other  roads, 
and  by  the  masis  of  the  community  interested  in 
the  latter,  it  K^ould  be  regarded  with  an  evil 
eye,  and  every  [effort  would  be  |nade  to  punish 
the  intrusion,  v^hich  very  likely  might  prove  fatal 
to  the  success  «|f  the  new  work.  Now  we  submit 
whether  it  be  \disc  to  adopt  a  gaqge  the  whole  in- 
fluence of  whicfc  will  be  to  repel,  ipstead  of  attract- 
ing business,  aid  which  will  provoke,  instead  of 
securing  the  go  [>d  will  of  the  country  it  traverses, 
and  the  compaiiics  whose  roads  lit  crosses,  when 
no  substantial  advantage  is  gained  by  a  non-con- 
formity to  the  established  usages?? 

The  argum^t  used  is  that  a  roful  of  an  uniform 
gauge  is  want^  extending  from  New  York  to  Cin- 
cinnati. Admitted.  But  in  sucji  case,  the  Erie 
gauge  is  not  thb  proper  one  to  bb  adopted  to  ac- 
complish the  olipect  proposed.  There  are  the  Penna. 
roads,  through  ^hich  a  route  at  l^astone  hundred 
miles  .shorter  x^ny  be  had.  Wl^y  not  adopt  the 
gAUgc  of  the  SiOi/nir^  and  Eric  loud,  which  is  a 
much  shorter  |  route  to  Ohio^  the  gauge  of 
which  coincidefe  with  that  of  tie  Pennsylvania 
roads  1  The  poitat  of  crossing  of  the  former  will  be 
nearer  New  York  than  tjic  point  <»f  intersection 
with  the  Erie.  Why  then  cany  freight  more  than 
100  miles  directly  from  market,  jit  -strikes  us  that 
the  above  projept  is  making  out  (.he  worst  possi- 
ble case  for  itself  at  both  ends  ol  their  line  ;  un- 
fitting itiielf  to  K'ceive  the  advaniages  that  might 
be  derived  fron^  its  connection  wjth  the  roads  of 
Ohio,  oh  the  onb  hand,  and  the  shortest  and  bes^ 
avenues  to  the  eastern  market  on  the  other.  | 

The  Sunbury  and  Erie  road  is  |n  progress,  and 
will  be  completed  sooner  than  the  great  proposed 
Ohio  line.    Now  will  freight  bou|d  for  New  Yor^ 
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cross  this  road  and  take  the  long  cirfeuh  of  the 
Erie  road,  increasing  the  distance  son  e  <  nc  hun- 
dred and  Ijfty  miles  ?  The  idea  is  absi  rd  Should 
the  G  foot  gauge  be  adopted,  the  freighi  fc  rwarded 


by  the  proposed  road  could  reach  New  Y 


jrk  over 


the  narrow  gauge.  How  unwise  it  would  ije,  there- 
fore, to  adopt  a  ga:igo  which  had  suitat)l 


lanl 


adopts  it  in  Ohio,  and  any  eclat  given  t)  a 


connec- 

which 

It  Kvilhout 

to  ill  those 


tioDS  neither  at  one  end  nor  the  other, 
could  neitlier  receive  not  deliver  freig 
breaking  bulk,  and  subjecting  the  roac 
inconveniences,  which  is  the   very  o|)je|:t  of  the 
adoption  of  the  wide  gauge  to  avoid  ? 

The  fact  is  that  this  question  ofgaug;,  js  it  has 
been  made  use  of,  is  a  great  humbug,  ''here  iis 
neither  sense  nor  meaning  in  it.  It  \\\\  really 
weaken,   instead    of  strengthen,    any    rqjid  that 


by  its  proposed  use  is  all  fictitious  It  is  bot  the 
gauge  for  Ohio  ;is  things  are,  and  insteai  )f  bene- 
fitting it  will  be  likely  to  prove  disastrous  to  any 
roail  using  it. 

The  projectors  of  this  road  should  nit  blind 
themselves  to  the  facts  we  have  stated.  f  their 
project  be  a  good  one,  the  adoption  of  th(  i  broad 
gauge  would  prove  a  serious  impedin  en  \  to  its 
success.  If  by  adopting  the  gauge  of  the  state, 
their  road  should  lose  a  portion  of  its  sut>p<  sed  im- 
portance, rely  upon  it  that  this  advantage  will  be 
»  great  disadvantjige.  Everything  that|gi'  es  it  a 
fictitious  importance  shoiUd  be  discard  id  and 
make  nothing  the  basis  of  action,  tha .  i^  not  in 
herently  correct. 

In  this  connection  we  would  state,  thpt  Ke 
sorry  to  learn  that  the  Ohio  and  Mississ 


project 


road,  propose  to  adopt  the  wide   gauge 


road.     All  the  roads  with   which  their 


connect,  will  have  the  4   9>}^  gauge. 


ppi 

for 
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Rail- 
their 


li  le   will 
thi  I  com- 


pany are  taking  a  step  which  will  not  only  )rovc  a 
most  serious  drawback  upon  the  success  ( f  their 
road,  but  one  that  will  be  sure  to  raise  |up  a  rival 
project,  having  the  same  general  dircjcti  )n  and 
objects.  The  roads  of  Southern  Indiantj  ai  id  Illi- 
nois are  not  going  to  remain  without  a  cpn  ^enient 
avenue  to  the  Cincinnati  market,  and  if!  tt  e  Ohio 
and  Mississippi  road  will  not  supply  one  |th(  y  will 
unite  together  and  construct  one  for  thjen:  selves. 
Already  is  such  a  project  mooted.  A  sho^te  r  route 
even,  can  be  had  between  Cincinnati  andiSt  Louis 
than  by  the  line  of  the  Ohio  and  Mississ^)p  road, 
by  following  up  the  iMtcrenccburg  road,  ^is  far  as 
Greenstmrg,  and  thence  striking  off  |lir;ct  to 
Terre  Haute.  The  adopting  the  6  fett  jauge, 
will  compel  the  Lawreuceburg  and  Indiai  lapolis 
company,  to  continue  their  track  to  Cine  nnati. 
The  construction  of  the  branch  of  this  toiA,  al- 
ready referred  to,  will  follow  as  a  matter  <)f  <  ourse; 
and  the  step  Avbich  the  Ohio  and  Aiississippi 
Railroad  company  supposed  would  give  ihe  m  the 
monopoly  of  business  between  the  aboire  cities 
will  be  the  one  that  will  raise  up  to  them; a  formi- 
dable and  successful  rival.  The  onlyi  v  ay  to 
avoid  rivalry  is  to  accommodate  the  local  btisi  less  of 
the  country.  This  they  do  not  propote  ,o  do. 
They  are  about  to  sacrifice  a  portion  of!  tl  e  ap 
propriate  business  of  this"  route  lo  a,  ficiioi  ,  and 
excite  an  opposition  which  will  at  least  divide 
throvgk  business.  It  is  not  too  late  for  tbpm  to 
recede.  "  Will  they  not  do  it. 

North  Carolina. 

The  staging  on  the  line  of  the  Wilmii^gtbn  (N. 
G.)  and  Manchester  route  has  been  re)dti:edto 
^bout  25  miles. 


Grooved  Axlea. 

We  notice  an  article  in  the  August  number  of 
Appleton's  Magazine  which,  on  the  whole,  appears 
to  defend  the  practice  of  grooving  axles,  if  the 
groove  be  made  larger  at  the  bottom  than  the 
journal  of  the  axle,  and  "rounded"  or  "scolloped 
out'  instead  of  having  square  corners.  The  axle 
which  broke  and  caused  the  Andover  accident, 
was  turned  with  square  grooves,  the  depth  of 
which  we  do  not  recollect.  We  can  say,  however, 
that  until  within  a  short  time  the  6.  and  Maine 
railroad  turned  their  axles  with  a  sharp  cornered 
groove  3-16  inch  wide,  and  ,?8  inch  from  the  inner 
shoulder  of  each  journal,  the  groove  being  }^  inch 
larger  at  bottom  than  the  diameter  of  journal. — 
The  fracture  in  the  axle  broken  at  Andover  could 
not  have  been  seen  several  days  previous  to  the 
iiccidcnt,  as  it  was  enclosed  in  a  bo.x  to  which  no 
attention  is  recjuired  oflener  than  once  in4  weeks. 
No  doubt  the  fracture  had  existed  for  some  time, 
and  no  doubt  similar  frac.ures  are  in  progress 
now  in  other  grooved  a.\les,  but  the  boxes  require 
examination  so  seldom  that  these  fVacturcs  may 
escape  notice.  We  have  seen  the  groove  turned 
into  a  collar,  which  is  shrunk  upon  the  axle  just 
within  the  bearing;  this,  we  believe,  is  one  of  Mr. 
Tiram's  plans,  and,  we  should  judge,  his  best  plan, 
being  less  liable  to  lead  to  accident  than  that  of 
cutting  out  the  strength  of  the  axle  in  the  part 
subjected  to  the  most  strain. 


Balancing  Itocomotlve    Driven. 

[Continued  from   Pafe  4  31  I 

We  resume  the  illustration  of  this  subject,  this 
week,  from  D.  K.  Clark's  work.  As  we  presume 
but  few  have  made  any  calculation  of  the  neces- 
sity of  "counterbalancing"  but  have  applied 
weights  by  "  guess  "  or  by  trial,  we  do  not  doubt 
that  its  consideration  will  prove  acceptable  to  en- 
gine builders  and  operators. 

Internal  Disturbing  forces  {Continued)— Xu- 
rnerical  Values. 

Central  Forces. — Centrifugal  force  is  excited  by 
the  constrained  circular  motion  of  a  heavy  body, 
and  is  the  force  with  which  the  revolving  body 
tends  to  fly  from  the  center  round  which  it  re- 
volves. It  acts  on  the  center,  and  must  be  met 
by  an  equal  and  opposite  strain,  known  as  cen- 
tripetal force,  and  the  two  forces  so  opposed  arc 
classed  as  central  forces  : — they  are  mere  cases  of 
action  and  reaction,  and  necessarily  co-exist  :  and 
it  is  customary  to  allude  to  the  disturbing  action 
ao  induced  as,  simply,  central,  or  centrifugal 
force. 

Central  force  depends  upon  the  weight  of  the 
revolving  body,  its  velocity  in  the  circle  or  orbit 
of  motion,  and  the  radius  of  the  ci'cle,  or  the  dis- 
tance of  the  body  from  the  center  of  motion. 
The  intensity  of  the  force  in  pounds  is  found  by 
the  following  rule  : — 

Rur.E  1. —  To  find  Ihe  Centrifugal  force  of  a 
Revoltnng  Body.  Multiply  the  weight  in  pounds 
by  the  square  of  the  velocity  in  the  circular  path, 
in  feet  per  second, — divide  by  the  radius  of  the 
circle  in  feet, — and  by  32.  The  quotient  is  the 
central  force  in  pounds. 

Applying  the  laws  of  central  force  to  the  circum- 
stances of  locomotive  machinery,  it  appears   that, 

1st.  When  the  diameter  of  wheel,  and  the 
speed  on  the  rails  are  the  same,  the  central  force 
increases  directly  with  the  length  of  the  crank,  or 
wilb  the  length  of  the  stroke  ;  it  also  increases 


directly    with  the  weight  of  the  revolving  masses 
of  the    crank  and  the  connecting  rod. 

2nd.  When  the  diameter  of  the  wheel  and  other 
matters  are  the  same,  the  centrifugal  force  of  the 
crank  and  connecting  rod  increases  as  the  square 
of  the  speed  on  the  rails;  that  is,  for  twice  the 
speed  there  is  four  times  the  disturbing  force. 

3d.  When  the  speed  on  the  rails,  and  other  mat- 
ters, are  the  same,  the  centrifugal  force  of  the 
crank  and  connecting  rod  increases  m  the  square 
of  the  diameter  of  the  wheel  inversely;  that  is,  for 
half  the  diameter,  with  the  same  speed,  the  dis- 
turbance is  not  merely  doubled  but  increased  4 
times ;  on  the  contrary,  with  double  the  wheel, 
there  is  only  one-fourth  of  the  disturbing  force. 

These  conclusions  show  not  only  the  great  influ- 
ence (Jf  speed  in  increasing  centrifugal  force,  but 
also  the  equally  great  influence  of  the  diameter  of 
wheel  in  reducing  it ;  so  that  if  the  diameter  of 
wheel  be  increased  in  proportion  with  the  speed, 
other  matters  being  the  same,  the  centrifugal  force 
at  the  crank  and  connecting  rod  would  remain  un- 
altered. They  explain  also  the  great  increase  of 
disturbance  from  unbalanced  masses,  arising  from 
a  relatively  small  reduction  of  the  wheel :  for  ex- 
ample, a  reduction  of  the  wheel  from  six  feet  to 
four  and  a  half  feet,  or  in  the  ratioof  4  to  8,  would 
increase  the  disturbing  force  at  the  same  speed,  in 
the  ratio  of  three  squared  to  four  squared,  or  as 
nine  to  sixteen,  to  nearly  double. 

Analysis  of  disturbing  forces  in  the  LocoTnotive. 
— It  has  already  been  stated  that  the  centrifugal 
force  of  the  crank  and  connecting  rod  is  of  more 
consequence  to  the  stability  of  the  locomotive  by 
its  horizontal  action  parallel  to  the  rail,  than  by 
its  vertical  action.  ..These  two  actions  may  be  sep- 
arated by  diagram,  thus : — Let  A,  B,  be  the  cen- 
ter line  of  the  engine,  and  a,  b,  the  right  hand 
crank  revolving  in  the  circle  C,  D,  with  its  load 
on  the  pin  at  b ;  the  centrifugal  force  at  b  acts  in 
the  direction  a,  b,  and  maybe  represented  in  inten- 
sity by  a,  b.  Draw  b,  c,  and  a,  d,  perpendicul 
and  b,  d,  parallel  to  A,  B  ;  then  a,  c,  represents 
the  horizontal  strain  on  the  axle  at  a  towards  B, 
and  a,  d,  the  vertical  strain  downwards,  caused  by 
the  central  force  a,  b.  Similarly  for  any  other 
position  of  the  crank,  a,  h'  the  horizontal  and  ver- 

•     ,  Fig.  4.     -  • 


tical  forces,  a,  c' ;  a,  d',  are  developed.  In  the  po- 
sition a,  D,  at  half  throw,  the  force  is  entirely  ver- 
tical, and  the  horizontal  element  vanishes:  the 
same  may  be  said  of  the  position  a,  C,  on  the  op- 
posite side.  At  the  dead  points  A,  B,  on  the  con- 
trary, the  force  is  entirely  horizontal,  and  the  ver- 
tical element  becomes  nothing.  Thus,  though  the 
central  force  be  constant,  its  horizontal  and  vertic- 
al actions  are  variable,  and  alternate  in  such  a 
manner  that  the  horizontal  action  is  greatest  at 
the  dead  points,  and  vanishes  at  half  throw,  while 
the  vertical  action  is  greatest  at  half  throw,  and 
vanishes  at  the  dead  points. 
The  horizontal  forces  developed  in  the  sncces- 
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sive  acceleration  and  retardation  of  the  piston  and 
its  appendages  vary  in  the  same  manner  and  at 
the  same  rate  as  tlie  horizontal  element  of  central 
force ;  they  are  greatest  at  the  dead  points,  where 
the  piston  is  to  he  started  and  stopped,  and  vanish 
at  half  stroke.  The  horizontal  action  due  to  the 
piston,  is  in  brief,  centrifugal  force,  wanting  the 
vertical  elcnient.  This  is  the  coincidence  to  which 
Mr.  Fernihougli  alluded,  in  his  evidence  referred  to 
in  last  chapter. 

The  disturbing  forces  for  the  left  hand  cylinder 
act  in  the  same  way,  and  unite  with  those  of  the 
other  cylinder  in  unsettling  the  progressive  motion 
of  the  engine  on  the  rail.  In  tracing  the  joint  *c 
tion  of  these  forces  it  is  necessary  to  separate  the 
revolving  masses  from  those  which  merely  recipro- 
cate. The  connecting  rod  partakes  of  the  two  mo- 
tions as  it  works  between  the  crank  and  the  cross 
head;  one  half  of  its  weight  will  therefore  be 
classed  with  the  revolving  mass,  and  the  remain- 
der with  the  piston  and  appendages. 

As  central  force  varies  with  the  distance  of  the 
center  of  gravity  of  the  revolving  body  from  the 
center  of  motion,  a  fixed  radius,  the  length  of 
crank,  is  that  for  which  as  a  matter  of  convenience 
the  central  force  of  all  the  revolving  masses  may 
be  estimated.  While  the  crank-pin  and  the  half 
connecting  rod  work  on  this  radius,  the  crank  it- 
self, inasmuch  as  its  center  of  gravity  is  nearer 
the  axle,  works  on  ashorter  radius,  and  it  requires 
to  be  reduced  in  the  same  ratio,  to  refer  it  to  the 
crank  pin,  that  is,  to  find  the  equivalent  weight, 
centered  at  the  pin,  which  would  produce  the 
same   central  force. 

This  is  done  by  the  following  rule  : — 

Rule  2. —  To  refer  a  given  Revolving  weight  to 
the  crank-pin. — Multiply  the  weight  in  pounds  by 
the  distance  of  its  center  of  gravity  from  the  cen- 
ter of  the  axle,  in  inches, — and  divide  by  the 
length  of  crank,  in  inches.  The  quotient  is  the 
equivalent  weight  in  pounds  at  the  crank-pin. 

Let  A,  B,  fig.  5,  be  one  check  of  an  inside 
crank,  A  the  pin,  and  C  the  circle  described 
by   the  center  of  the  pin.    The  center  of  gra- 


Pig.  5 


Pig.  6. 
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vity  of  the  check  is  at  a,  midway  of  the 
crank,  and  moves  in  the  circle  a,  b,  with  half  the 
radius  of  the  crank-pin.  If  the  crank  be  10  in- 
ches long,  and  weighs  96  pounds,  the  radius  B,  a 
will  be  5  inches,  and  by  the  rule  (96X5)-f-10=48 
lbs.,  the  equivalent  weight  of  the  crank,  referred 
to  the  pin  ;  or  exactly  one  half  of  its  actual 
weight. 

For  outside  wheel -cranks  of  cast  iron,  the  me- 
tal extra  to  the  nave,  formed  round  the  pin  may, 
without  material  error,  be  estimated  as  a  semi- 
cylinder,  of  which  the  center  of  gravity  is  at  the 
center  of  the  pin.  When  the  wheel-cranks  are 
malleable,  and  wrought  into  the  spokes,  as  io  fig. 


6,  the  extra  metal  consists  of  the  wedges  a,  h,  de- 
fined by  dotting,  at  the  length  of  the  crank  from 
the  center. 

Pig-  7. 


For  independent  outside  cranks,  as  in  fig.  7,  the 
center  of  gravity  of  the  entire  crank  may  bo 
found  directly  by  balancing  it  horizontally  over  a 
point:  or.  overlooking  the  boss,  a,  which  is  not  a 
part  of  the  disturbing  weight,  the  socket  r,  may 
be  taken  as  equivalent  weight  at  the  pin. 

Fig.». 
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Numerical  xalua^  of  the  Disturbing  Purees,  hi 
Chatelier's  results  for  the  sample  engine,  fig.  1, 
are  here  quoted,  in  English  measures  ;  they  are 
estimated  at  intervals  of  46°  of  a  revolution  of 
the  right  hand  crank,  commencing  with  0°  at  the 
dead  point,  as  set  oft'in  fig.  8  ;  and  are  taken  se- 
parately for  the  two  cranks,  the  simultaineous 
forces  for  the  left  hand  crank  being  estimated  for 
positions  at  right  angles  to  the  others,  or  90°  be- 
hind it  in  the  direction  of  motion.  I 

For  the  engine  in  question.  ' 

Diametar  of  cylinder,  15  inch;  stroke  22   inch* 
es. 

Crank,  11  in. ;  connecting  rod  54  inches 

Wheel,  66  inches. 

Cylinders,  6  feet  2  inches  apart  between  cen* 
ters. 

Wheels  4  feet  7  inches  apart  centers,  trans- 
versly. 

Fore  and  hind  axles,  9  feet,  10  indies  apart. 

Center  of  gravity,  3  inches  behind  vertical  cen- 
ter line  of  driving  axle. 

Weight  on  rails  at  fore  wheels 6  tons. 

driving  do 7 


Do. 
Do. 


do. 
do. 


hind      do 8 


Total  in  working  order 21 

Weight  of  piston  and  rod 178  lbs. 

Crosshead 66  " 

Connecting  rod 172  " 

Crank  referred  to  pin 100  " 

Crankpin 34  " 


Total 540    Iba. 

Weight  of  crank  referred  to  pin 100   lbs. 

Crank  pin 34     " 

Half  connecting  rod ... , 86    " 

Total  revolving  weight 220    lbs. 

1st.  Of  the  tendency  to  Pitching  and  Rolling.— 
This  is  caused  by  the  upward  pressure  on  the 
guide-bars  due  to  the  oblique  action  of  the  cor»- 
necting  rod.    Witb40  lbs.  steam  in  the  cylinders, 


under  the  full  gear  it  varies  from  Qjat  the  end  of 
the  stroke,  to  abpnt  1560  lbs.  or  iji  cwt.  at  half 
stroke,  for  each  Cylinder  ;  by  the  combined  action 
of  the  two  tops, the  total  I'pwardj  prerfsiirc  fluc- 
tuates between  ifl  and  21  cwt.  inauci.ig  vertical 
play  on  the  spring,  or  pitching  ;  aiii  the  dillerence 
of  pressures,  riglit  and  left,  v^ariesifrom  1  to  14 
cwt.  four  time  4nring  .i  revolution,  inducing  a 
rolling  motion-  \  The  wider  aj)arti  the  cylinders, 
the  greater  is  tlie  effect  from  this  t"ausc',  because 
the  greater  is  thJB  leverage  lateral!^  of  the  fluctua- 
ting forces  on  the  machine. 

2d.  Vertical  art  ion  of  CrvtrifH,  'ttl  force. — Cal- 
culated for  220  lbs.  or  about  2  iwt.  the  weight 
of  the  revolving,  mass  referred  to  thd  crnnk.spin, 
the  following  an)  the  vertical  pressures  for  speeds 
of  25  add  50  m^les  i)er  hour,  reikoned  i>ositive 
(-f-)  when  acting  downwards,  and  negative  ( — ) 
upwards. 

TABLE,  NO.  I.- 
FUGAL  rORCE 
AT  CRA.N'K  PIN. 

Angle 
of  right 

hand     Right  hkud 
crank.      Cylindtr. 

25  ho 

m.p.h.   n^p.h 
0 
6H 


-  VKRTICAL       ACTKJN 
or    A    REVOLVING 


Left  hand 
Cylinder. 
25        50 


0° 
45° 
90° 
135° 
180° 
226° 
270° 
316° 


0 

-6^4 


0 

42"> 
435 

tr 

-f25 
-^35 
-*2.j 


m.p.h.  m.p.l  I.  m.p.h 


0 

+8?/ 


3j 

•     'A 

0 
—6^4 


—35 
—25 
0 

-f25 
+35 
+25 
0 


BV     (  KNTRI- 
MASS  OF  2  CWT. 


Sum   of  the 
two^yliiid  rs. 


25 


■-  83, 
0 

+12, I., 

+  8'2 
0 


—  S3^ 


50 
m.p.h. 
—35 

0 
+35 
+50 
+35 

O 
—35 
—50 


-83-4 

— 6>i    -*2.j    —6^4     — 25i   —12;. 

By  this  table,  it  appears,  the  ceiitriftigal  action 
of  about  2  cwt.  on  the  driving-i.aklc,  alternately 
adds  and  subtracts  about  9  cwt.  fiiom  Uie  pressure 


Motion  of  Locomotives. — Illnstrfction  of  the  Ver- 
tical Action  of  Centrifugal  Forct  on  the  Driving 
Wheel,  at  25  ind  50  miles  per  hbur. 

on  the  rails,  on  toe  side,  at  25  miUs  |»er  hour ;  and 
the  variation  amounts  to  Zo  cwt.  a^  50  miles.  Thin 
is  illustrated  in  fig.  9,  whore  tlie '>4'hcelarid  cr.ank 
are  shown  at  intervals  of  one-foUrth  of  a  turn. — 
Over  the  distanoe  a  a',  a  whole  tutn  is  made,  and 
an  extra  half  turn  to  A';  c  c  is  the  path  of  the  cen- 
ter of  the  axle,  And  the  wave-line  po  is  that  of  the 
crank  pin.  Tfyi  wave-lines  in  n  jare  constructed 
by  a  scale  of  pat-ts,  fr<Mn  the  coitenUs  of  the  2d 
and  3d  columns  of  the  table,  and  kidicatc  the  va- 
riations of  vertical  action  for  25  and  50  miles  per 
hour,  their  depression  below  the  tail-line  showing 
extra  downward  action,  and  their  elevation  above, 
upward  action.  They  show  not  only  how  the  ac- 
tion is  increased  by  extra  speed,  l»ut  also  that  the 
upward  and  downward  actions  coincide  with  the 
upward  and  do\frnward  movements  of  the  crank- 
pin. 

The  joint  vertical  action  of  th*  two  cylinders 
never  exceeds  lfei;>  cwt.  up  or  do^n,  at  25  miles  ; 
at  50  miles,  it  Caches  50  cwt.  The  downward 
pressure  is  met  by  the  rails,  and  the  stability  can 
be  aflected  only  by  the  upward  pnessure,  when  it 
exceeds  the  weight  of  the  wheels  and  axles  and 
the  mounting,  f<>r  otherwise  the  sprir  gs  cannot  be 
affected.  As  the  wheels  ainl  axle  nlone  weigh  two 
tons,  and  with  Imounting,  2'^  tons,  their  dead 
weight  alone  balances  the  combinid  upward  pre». 
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sure  at  50  miles.  The  vertical  action  at.ea;h  wheel 
singly  is  more  powerful,  as  it  reaches  35  csvt.  at  50 
miles  ;  and,  ojierating  at  the  end  of  the  as  le,  it  has 
a  leverage  of  2  to  1  upon  the  whole  dcac  weight, 
and  would  balance  it  with  a  force  of  2i5i  c\t.,  leav- 


ing 10  cwt.  to  act  on  the  springs  and  thb  1( 


this  could  not  affect  the  coinpjiss  of  the 


ad.  But 


terially  above  'g  inch;  still  less  can     he 


s^  ring  ma- 


vertical 


action  affect  the  stability  of  inside-cylin(  cr  loco 
motives,  where  it  has  less  leverage  upon  t  le  load 
and,  in  fact,  it  is  not  found  in  pracLi(u    that  the 
vertical  action  of  central  force  in  the  ocpmotive 
operates  as  a  cause  of  instability. 

3d.  Lonis'Uudinnl  Fore-and-aft  Muroici  t. — The 
horizontal  action  of  the  whole  reciproe  ili  ig  mass 
may  bo  calculated  by  the  rules  employed  for  the 
vertical  action  of  centrifugal  force  :  and  in  propor 
tion  as  the  whole  moving  weight  excec  ds  that  of 
the  revolving  weight,  the  horizontal  will  li3  found 
to  exceed  the  vertical  actions.  The  con  bi  led  hor- 
izontjil  forces  are  as  follows,  calculated  f<  ir  a  re- 
ciprocating weight  of  5i0  lbs.  to  each  cyii  ider,  or 
a  toUl  of  1080  lbs.,  about  10  cwt.  for  [thle  whole 
machine. 


TABLE      NO.    II. COMBINED       FORE-AND-AFT        HORI 

20NTAL  ACTION  OF  THE  WHOLE  REVOl.V  NO  AND 
RECIPROCATING  WEIGHT,  ABOUT  5  CW'T-  lO  EACH 
CYLINDER. 

Horizontal  Foj-cc , 

—  Forward. 

-{■  Backward. 

25  m.p.b.  5(k  m.p.h 

—21%  —  87 

—303^  —123 

-2\}i  -  87 

0  0 

+21%          ^  -f  87 

-1-30^  4-123 

-f-21%  +  87 

0  0 


II.    preceding.       In    these    tables    it    is    shown 
that  the  sinuous  forces  are  the  same  in  intensity 
and  rate  of  variation  as  the  fore-and-aft  forces  just 
given.     The  leverage  with  which  they  act  on  the 
.  whole  nijiss  is  equal  to   half  the  distance  of  the 
centres  of  cylinders,  as  the  axis  round  which  the 
IKMidulous  action  takes  place  must  be  at  the  mid- 
!  die  of  the  driving  axle.     The  action  is  greatest  at 
1 135°  and  315°,  when  the  cranks  are  in  the   posi- 
tion fig.  11  and  reduced  to  nothing  in  the  posi- 
tions fig.  10.       Sinuous  motion  is  still  more  detri- 
mental to  the  durability  of  the  engine,  than  fore- 
and-aft  motion. 

To  be  continued. 


Angle  of 
right  hand 

Cran&. 
0° 

46° 

90 
135° 
180° 
226° 
270° 
816° 

This  table  shows  that  the  combined 
force  varies  from  0  to  \%  tons  at  twenty 


and  to  above  six  tons  at  fifty  miles,  or  Ihr  ;e  tons 
tons  to  each  crank  due  to  the  mere  inertia  of  the 
mechanism  !  These  are  most  formidable  pr<  ssures, 
and  they  contribute  seriously  to  the  weaf  a  id  tear 
of  the  machinery.  At  45°  and  226°  wh^re 
tion  is  greatest,  the  cranks  are  in  the  pi  tsitions 
shown  in  ,fig.  10  r  and  i.  being  the  righ ;  j  nd  left 


\ 


Fig.  10. 


Fig.  11. 
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hand  cranks,  the  action  vanishes  at  th^  p|osition 
shown  in  fig.  11. 

^th.  Horizontal  Sitiiwiix  Moremenl. — Tjhi^  arises 
from  the  same  caases  which  create  lorgiiudinal 
fore  and  aft  movement,  and  in  practice  tl  le  two 
results  are  combined  ;  the  distinction  bjeir  g  that 
the  forces  causing  sinuous  movement predo  ninate 
alternately  with  those  causing  longitudinal  move- 
ment, as  exhibited  by  the  letters  in  table  in  the 
last  chapter,  and  further  shown  in  the  follow  ihg  ta- 
ble  III   in    contrast    with  the  contents!  oi  table 


lio  izontal 
~v  smiles, 


TABLE     1 

HO.    III. — COMBINED      SI 

THE    ^ 

VHOLE   REVOLVING  RECI 

Angle  of 

Sinuous 

Right  hand 

Crank. 

2o  m.p.h. 
-2l|^ 

0° 

46° 

0 

90° 

+21% 

136° 

-30% 

180° 

--21% 

226° 

0 

270° 

-21% 

m^ 

-30% 
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Nuous    Acrru 

PROCATINO 

Forces. 

50  m.p.h. 

—  87 
0 

-f-  87 

-f-123 

-(-  87 

0 

—  87 
—123 
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Workaliops  of  the  AXIcltlg^an    Central   Rail- 
road at  Detroit. 

We  find  a  long  and  useful  article  in  the  Detroit 
Tribune,  giving  an  account  of  the  exteu.  and  ope- 
rations of  the  workshops  of  the  above  company  in 
Detroit.  From  it  we  learn  that  the  Michigan  Cen- 
tral railroar"  company  have  completed  their  ar- 
rangements for  building  .all  of  their  locomotives 
and  cars,  and  are  now  turning  out  specimens  of 
each,  which  will  compare  favorably  with  any  made 
elsewhere.  Four  new  locomotives  were  in  process 
of  construction  at  the  time  of  the  publication  of 
the  article  from  which  we  quote. 

The  property  of  the  Michigan  Central  railroad 
company  in  Detroit  is  situated  between  Third-st. 
and  the  western  boundary  of  the  city,  and  an  ex- 
tension of  Jeffersoi- avenue  and  the  Detroit  river, 
having  a  front  upon  be  latter  of  2,000  feet,  worth 
at  the  market  value  of  such  property  with  equal 
advantages,  nearly  or  quite  L>aU  a  million  of  dol- 
lars. Their  buildings  consist  of  a  passenger  depot, 
on  Third  street,  75  by  325  feet,  with  eight  offices 
for  the  accommodation  of  the  ditterent  railroad  of- 
ficers, a  freight  depot  100  by  800  feet,  in  front  of 
whic.  lies  their  steamboat  dock  ;  anoth- 
er 41  by  92  feet,  four  stories  high,  and  a  third  50 
by  92  feet,  three  stories  high :  a  machine  shop  '63 
by  95  feet,  two  and  a  half  stories  high,  with  one 
wing  40  by  63  feet,  and  uwo  stories  high,  which  is 
used  for  a  coppersmith  i.'«op,  and  another  40  by  43 
feet,  two  stories  high,  which  is  used  for  a  boiler 
shop ;  an  engine  bouse  for  stationary  engine,  23 
by  30  feet :  blacksmith  shop  66  by  182  feet  of  the 
most  permanent  kind,  and  another  30  by  63  feet ; 
oil  and  pattern  fire  proof  shop,  16  by  63  feet,  four 
offices  for  car  shop  and  the  superintendent  of  ma- 
chinery, 36  by  40  feet,  two  and  a  half  stories  high 
and  fire  proof  A  car  sho  >  65  by  170  ftet,  with 
the  stories  all  occupied,  anu  with  a  planing  room 
connected  with  it  22  by  65  feet.  In  addition  to 
these  buildings  they  have  a  paint  shop  36  by  160 
feet,  and  a  foundry  building  occupied  for  a  car- 
penter's shop,  etc.,  40  by  90  feet.  All  of  the 
buildings  thus  far  noticed,  arc  substantial  brick 
structures,  of  the  most  permanent  and  durable 
character.  Besides  the.  e  they  have  temporary 
buildings,  one  82  feet  by  170  feet,  and  used  partly 
for  shops  and  partly  for  storage,  another43  .)v  135 
feet,  with  several  smaller  buildings,  occupied  now 
for  similar  purposes,  but  which  will  before  long 
give  place  to  more  durable  structures. 

The  machine  shops  are  under  the  superintend- 
ence of  S.  T.  Newhall,  Esq. 

The  whole  number  of  men  employed  in  carpen- 
ter's shops  and  wood  department  generally  is 
164.  they  are  paid  annually  $45,(XX),  and  the  value 
oft  he  cars,  &c.  manufactured  by  them  exceeds 
S100,000. 

The  second  story  of  the  freight  depot  is  of  suffi- 
cient capacity  to  store  60,000  barrels  of  flour, 
leaving  the  lower  floor  exclusively  fur  the  business 
of  the  road.  There  is  attached  toitan  engine  house 
18  by  24  feet,  with  a  24  horse  power  engine,  dri- 
ving three  Elevators,  with  capacity  to  raise  45 
barrels  per  minute,  or  upwards  of  25,000  barrels 
per  day,  when  necessary. 

The  men  in  charge  of  the  car  building  and 
carpenter  department,  are  G.  B.  Avery,  General 
Superintendent ;  S.  C.  Case  Assistant  Superintend- 

eot. 


The  lower  floor  of  the  machine  shop  is  used  for 
setting  up  new  locomotives,  under  the  superinten- 
dence of  G.  J.  Lomas. 

At  the  west  end  of  the  lower  floor  is  the  boiler 
shop,  45  feet  square.  Ascending  to  the  second 
floor,  we  come  to  the  finishing  shop.  At  the  east 
of  this  shop,  and  on  the  same  floor,  is  the  copper- 
smith and  sheet  iron  workers'  department.  West 
of  the  machine  shop  is  located  the  blacksmith 
shop.  This  building  is  180  feet  long  by  55  ft.  wide, 
of  one  story,  the  walls  of  the  building  24  feet  in 
height,  with  slate  roofwith  ventilators  in  the  attic, 
the  entire  length  of  the  building.  It  contains  33. 
forges  or  fires,  employing  regularly  70  men  as 
blacksmiths  and  helpers.  Adding  It)  additional 
forges  in  another  building  and  20  smiths  and  help- 
ers, there  are  90  men  in  the  smith's  department. 
Adjoining  the  main  finishing  shop  is  the  engine 
house,  a  circular  building  130  feet  diameter,  the 
walls  of  which  are  16  feet  in  height,  and  measur- 
ing 64  feet  from  the  floor  in  the  center  to  the  top 
of  the  dome  in  the  center  of  the  building.  In  this 
building  are  16  pits  or  stalls  for  locomotives,  sur- 
rounding the  turn-table,  which  is  situated  in  the 
center.  The  entire  machinery  in  the  shops,  to- 
gether with  the  fires  in  the  smiths'  shops,  is  pro- 
pelled by  a  40  horse-^pwer  stationary  engine. 

The  whole  number  of  men  employed  in  the  iron 
working  department  in  these  shops,  290  ;  running 
engines  and  firemen,  71 ;  total  number  of  men  in 
the  iron  department  at  Detroit,  361. 

Stock  used  daily  at  the  present  time  at  the  De- 
troit shops :  Iron  Castings,  4,400  lbs.;  Brass,  200  ; 
Wrought  Iron,  7,500,  and  Steel,  800,  being  an 
average  of  six  tons  and  a  half  per  day,  or  at 
the  rate  of  more  than  two  thousand  tons  per  an- 
num. 

The  machinery  in  this  machine  .shop  consists  of 
six  drill  lathes,  four  power  planing  machines,  3 
hand  planing  machines,  one  circular  and  one  up- 
right saw,  one  trip  hammer,  machinery  for  manu- 
facture of  locomotive  tire,  one  heavy  lathe  for 
turning  locomotive  tire,  12  other  lathes  of  various 
sizes,  three  screw  cutting  machines,  and  2  machines 
for  boring  car  wheels. 

The  men  in  charge  of  the  machine  shops  and 
iron  departments  are  S.  T.  Newhall,  General  Sup- 
erintendent;  George  J.  Lomas,  Assistant  do.;  E. 
Benham,  Book-keeper ;  James  Therry,  Draughts- 
man. 

We  will  now  recapitulate  the  above  facts. 

Number  of  men  in  Machine  shop 361 

"        "  Wood  Department 164 

"        "  Freight  Department,  &c 91 

"        "  Passenger  Depot  Office 20 

Total  number  of  men  employed  in  Detroit  by 

the  M.  C.  R.  R.  Co 636 

Amount  paid  to  Finishers,  Blacksmiths 

and  Laborers  engaged  per  annum $113,300 

Amount  paid  Car  builders,  &c 46,000 

"     For  Car  painting 11,000 

"        "     Laborers  in  Depot,  &c 35,000 

"    Passengers  Depot  Office. ..     20,000 


Total  amount  paid  annually  for  labor 

in  Depot $214,300 

Lumber  used  worth 40,000 

Iron  used,  (6500  tons) 120,000 


Total  amount  for  all  purposes $374,300 


New  York  lioeomotlve  IVorlci. 

We  learn,  says  the  Albany  Evening  Journal, 
that  Mr.  E.  P.  Gould,  late  Master  Mechanic  on  the 
Hudson  River  railroad,  has  accepted  the  position 
of  Superintendent  of  the  New  York  Locomotive 
Works,  at  Jersey  City.  The  company,  says  the 
Journal,  are  fortunate  in  their  selection,  and  have 
secured  the  services  of  a  sound,  practical  mechan- 
ic. The  Hudson  River  railroad  appears  to  be  a 
kind  of  graduating  school,  in  which  the  highest 
perfection  is  attained,  and  to  which  the  best  talent 
is  attracted.  ..  , 
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Crystal  Palace • 

The  "  Machine  Arcade"  is  progressing  towards 
complelion.  But  very  few  articles  however  of 
United  States  manufacture,  intended  for  exhibiti- 
on in  that  department,  have  arrived.  There  are 
to  be  two  steam  engines  for  driving  what  machin- 
ery is  oflercd  for  exhibition.  One  of  these  is  from 
Corliss,  Nightingale  &  Co.  of  Providence,  R.  I. 
and  is  of  60  horse  power.  The  other  is  a  double 
cylinder,  horizontal  engine  IVora  the  Essex  Co.  of 
Lawrence,  Massachusetts.  This  engine  has  18 
.  in.  cylinders,  33^0  ^^et  stroke,  and  both  cylinders 
will  be  capable  of  exerting  120  horse  power. 

The  list  of  American  machinery  is  extremely 
limited.  The  Centrifugal  Pump  ;  a  Cutting  and 
shearing  Press  acting  on  Dick's  patent;  the  pow- 
er Printing  Presses  of  A  B.  Taylor  of  New  York, 
and  of  Isaac  Adams  of  Boston  ;  a  Throstle  frame 
from  the  Franklin  Foundry  and  Machine  Co.  of 
Providerjce,  R.  I.  ;  Wylly's  Drawing  Regulator,  for 
cotton  preparation,  from  Le valley,  Lanphear  and 
Co.  of  Phenix,  R.  I. ;  a  Brick  Press  from  Charles 
Carnell  of  Philadelphia  ;  etc.  are  among  the  most 
prominent  on  exhibition. 

Among  American  ma  nufactures  of  iron  we  see  a 
fine  exhibition  of  Scales,  from  Fairbanks  &,  Co- 
comprising  one  Depot  Scale  of  12,000  lbs.,  4  plat- 
form truck  scales  and  six  counter  scales. 

There  are  also  Scales  by  J.  A.  Ross,  of  St. 
Louis ;  Iron  dooi-s  from  McMurray  and  Pawly,  of 
St.  Louis ;  a  magnificent  safe  from  Steams  and 
Marvin  of  this  city.  Linus  Yale's  Bank  Lock  • 
Bank  Lock  by  J.  II.  Butterworth  of  Dover,  N.  J.; 
Engine  and  Coach  Springs  from  Gatchell  &  Gates. 
Francis'  Patent  Life  Boat,  etc.  There  is  a  case 
of  Carpenters  Tools,  as  Planes,  etc.,  of  beautiful 
manufacture  from  the  Ohio  Tool  Co.  of  Columbus 
Ohio. 

Thus  far  the  contributions  in  this  department 
will  not  compare  in  extent  with  those  usually  seen 
at  State  fairs.      ;. .; 

In  the  department  of  Great  Britain  much  more 
is  already  exhibited.  Joseph  Whitworth  &  Co 
of  Manchester,  contribute  a  good  display  of  Ma- 
chinist's tools.  These  consist  of  a  powerful  Slot- 
ting machine,  with  very  massive  frame,  and  hav- 
ing an  unifoim  downward  and  quick  return  mo- 
tion; a  Screw  Cutting  machine,  to  cut  from  ^^  inch 
to  2  inches ;  a  general  Shaping  Machine  having 
self  acting  feeds  in  either  a  horizontal,  vertical, 
angular  or  circular  direction;  a  patent  Duplex 
Lathe,  which  we  have  not  yet  had  an  opportunity 
to  examine  ;  and  last,  a  14  feet  Planing  Machine 
with  revolving  tool  to  plane  both  ways,  the  car- 
riage being  driven  by  a  long  screw  working  into 
two  revolving  flanged  discs. 

John  Mason  of  Rochdale  has  one  120  spindle 
Roving  frame,  to  run  1260  turns  per  minute  ;  a 
72  spindle  Slubbing  frame  to  run  800  turns  per 
minute  ;  also  a  large  scroll  screw  chuck  and  an 
iibproved  vice,  of  Stiven's  patent. 

Among  British  manufactures  of  iron  the  Low- 
moor  company  contribute  a  plate  of  iron,  19  fl. 
2  in.  X454  feet,  X  ^i  inch  (not  %  inch  as  has 
been  stated);  a  finished  flanged  Tire  for  Engine 
Driving  Wheel;  a  Car  Wheel  witii  wro't  iron 
arms,  rim  and  tire,  and  cast  iron  nave  ;  a  car 
axle  ;  together  with  numerous  specimens  of  iron 
which  have  been  bent,   tied  and  twisted  in  a  cold 


W.  Chance,  Son  &  Co.  of  Birmingham  contribute 
a  full  rack  of  Cables,  Chains,  etc.  together  with 
specimens  of  cable  iron  \Xed.\n  hard  /.wWs  williout 
fracture,  while  in  a  cold  state.  The  American 
agency  of  this  house  is  E.  B.  Mullany,  42  Cliff  St. 
New  York.    ■::;•;  .  \.  .■       -.■  .  j     j 

George  Hopper,  of  Durliam,  sends  engine  shafts 
of  various  tbrnis. 

James  Russell  &  Sons,  of  Wednesbury,  Stafford- 
shire, send  Wrot  Iron  Tubes,  also  wrought  iron 
crosses  and  elbows,  all  apparantly  of  the  best 
workmanship. 

Jowitt  and  Battle,  of  the  Saville  works,  Shef- 
field, send  si)ecimens  of  Steel  .and  Files.  American 
agency,  Delapierre,  Baldwin  &  Co.  33  Diey  St. 
New  York.  I     1 

John  Brown,  of  the  Atlas  Steel  Works,  Sheffield, 
sends  Patent  Spiral  Buffers,  Engine  and  railway 
Carriage  Springs,  Steel  Files,  etc.  American  a- 
gency  John  S.  Webb,  15  Gold  St.  New  York. 

Marriott  and  Atkinson,  of  tiie  Fitzalan  Woiks, 
Sheffield, send  asplend-d  cise  of  Fik-s.  American 
agency,  John  Moulson  Jr.  102  John  Street,  New 
York. 

Thomas  Turton  &  Sons.,  whose  branch  house  is 
at  18  Cliff  Street,  New  York,  send  a  fine  case  of 
Files  and  a  case  of  beautiful  carpentei-s  tools,  be- 
sides tools  fur  other  pui-poscs. 

A  Traversing  Screw  Jack,  from  George  England 
&  Co.  of  Hatchara  Iron  works,  London,  is  an  arti- 
cle which  has  been  tested  with  much  success  on 
many  of  our  principal  railroads. 

There  is  also  a  working  model  of  semaphore  and 
lantern  Junction  Signal,  as  used  on  tbe  English 
railways.  This  forms  a  good  illustration  of  the 
efficient  and  complete  system  of  rail vvay  , signals 
adopted  in  England.  y 

There  is  a  beautiful  case  of  drawing  instruments 
from  the  manufactory  of  J.  Kern,  Aarau,  Switzer- 
land, whose  Agent  is  C.  T.  Amsler,  224  Chestnut 
Street,  Philadelphia.  '■       :  1     j 

Our  list,  though  by  no  means'  complete,  con- 
tains most  of  the  articles  which  are  exhibited  as 
inachinerii,  and  generally  the  more  prominent  of 
the  manufactures  of  iron  for  industrial  purposes. 
Its  short  extent,  especially  of  works  from  our  own 
country  shows  how  little  interest  has  been  taken 
in  the  exhibition  by  machinists  and  iron  manu- 
facturers. To  the  prartiral  mind,  it  must  be  re- 
collected that  the  sUam  m^inc  and  the  locomotive 
appear  as  worthy  of  exhibition  as  the  i)roudcst 
works  of  the  painter  or  sculptor.  \     ' 


Grand  Trunk  RaiUvny. 

We  learn  that  Hon.  Messrs.  Betts  &  Jackison, 
contractors  of  the  Grand  Trunk  Line  of  Canada, 
and  Robert  Stephenson,  Esq.,  the  distinguished  En- 
gineer, arrived  in  the  steamer  of  Thursday  week. 
Mr.  Stephenson  comes  out  in  reference  to  the  pro- 
posed bridge  over  the  St.  Lawrence  at  Montreal, 
a  work  of  greater  magnitude  than  the  celebrated 
"Britaiuia  Bridge,"  of  which  he  was  the  projec- 
tor.        '  ! 

Messrs.  Jackson  and  Betts  have  contracts  for 
roads  in  the  Lower  Provinces,  second  only  in  mag- 
nitude to  those  undertaken  by  them  in  Can;»da, 
whichj  involve  an  outlay  of  145,000,000,  The 
projects  they  have  on  hand  will  constitute  a  com- 
plete system  of  roads,  adequate  to  the  wants  of  all 
the  Provinces,  and  when  completed,  cannot  fail  of 

State,  and  specmiens  of  Coal,  Coke,  Limestone  j  becoming  to  them  sources  of  extraordinary  prosper 

and  Ironstone  f^om  the  Lowmoor  work*. 
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Another  lilnic  in  the  ^outhcrM  Rallr«ad. 

We  learn  ftom  the  Vicksbiirg  Whig  that  the 
citizens  of  Ailtauga  Couhty,  Alabama,  situated  on 
the  north  sidt  of  the  Alabama  fiver,  between  Scl- 
ma  and  Montgomery — lately  lw|ld  a  meeting  at  the 
county  seat,  *nd  passed  rt-soliA  oiis  in  favor  of  a 
railroad  from  Montgomery  to  iitersect  the  Selma 
and  Tennes.sefc  river  railroad,  at  ^ome  point  between 
Burnsville  and  Montcvallo,  eas<  of  Selma.  A  sec- 
ond meeting,  in  the  same  copniy,  is  to  be  held  at 
Prattsville  oQ  the  2nd  of  Augo^t,  to  forward  this 
connection.  ;They  arc  now  making  the  road  from 
Selma,  west,  in  the  direction  of  Vicksburg,  to  Uni- 
on Town,  wkilst  the  directors  of  the  Southern 
railroad  have  advertised  for  contracts  east  of 
Brandon  towards  Selma,  and  tvill  probably  soon 
be  ready  to  let  out  the  road  to  (the  Alabama  line. 
The  only  HnH  then  required,  tOj connect  the  Missis- 
sijipi  river  ad  Vicksburg  with  fcavaimah,  Charles- 
ton, Nashv1il|;,  and  by  the  EJist  Ti-nm-ssee  and 
Southern  railroads,  to  the  Noilliern  cities,  will  be 
the  connecti<)u  between  the  Alabama  State  line 
and  Union  ^own,  n  short  linU  running  through 
Sumi)ter  and  Marengo,  two  of  the  largest  cotton 
producing,  sljaveholding  and  wealthiest  counties, 
not  only  in  Alabama,  but   in   llie  South  :  each  of 

which  could  l)uild  the  railroaa  throueh  her  bor- 

1  I  ■ 

dot's  withoutj asking  for  a  dollj«t"  from  abroad. 

Bnakmrjrand  ErU  itallroad. 

AVe  learn  ft'om  the  Philadel{ihia  Sexrs  that  the 
work  on  thisjroad  between  SurJbury  and  Williams- 
port,  is  steadily  progtcssing.  The  grading  be- 
tween Miltoq  and  Black  Hole,  Hbout  sixteen  miles 
i.s  half  done,  borne  four  or  five  Sections  above  War- 
rior Run,  culverts  and  all,  beiiig  entirely  complet- 
ed. The  bridge  over  the  Susquehanna,  about  two 
miles  below  khc  Muncy  Dam  Is  also  progressing. 
More  than  oae-third  of  the  sto^  covering  several 
acres,  are  already  on  the  ground  and  dressed,  and 
the  masonryi  of  the  piers  goinf  up,  The  section 
through  Miltpn  is  graded,  andlthe  on»»  below  run- 
ning through  the  farm  of  Jam^  Cameron,  Esq.,  is 
abo.it  half  dbne.  The  first  section  above  Chili- 
qua<iue  Creek,  and  the  three  t^bove,  are  about  to 
be  vigorously  prosecuted.  Thcisection  on  the  farm 
of  Mr.  Watts^  four  miles  above  Northumberland,  is 
about  halfdi^Mc,  and  the  remai^iing  >«cctions  down, 
which  are  li^ht,  arc  also  abouj.  to  be  commenced. 
The  road  is  |to  be  graded  immediately  for  a  dou- 
ble track.  IVhether  for  a  narrpw,  or  for  six  feet 
gauge,  will,  ie  presume,  say^  ijhe  Sunbury  Amer- 
ican, dei>endl  ujion  the  success  lof  Mr.  Fallon's  mis- 
sion to  Euro|>e.  Should  he  nit  "succeed,  and  the 
Philadelphiaris  refuse  to  take  ijlic  matter  into  their 
hands,  the  project  will,  continues  the  American, 
fall  into  the  hands  of  the  Nc^  York  capitalists, 
who  will,  undoubtedly,  adopt t^e  wide  gauge. 

Hatropolitan  Ra|ir»ad. 

The  Metr<>politan  lailroad  fcompany  has  been 
organized  in  Washington.  This  road  will  lead 
fVom  that  cit^-  through  Montgolnery  and  Washing- 
ton counties,  Maryland,  and  connect  with  the  Bal- 
timore and  Ohio  railroad,  so  as  to  form  a  direct 
communication  between  Wheeling  and  Washing- 
ton. The  directors  for  the  fij^t  year  are  as  fol- 
lows. John  pr.  Maury,  W.  W.  Corcoran,  Geo.  Par- 
ker, JoscphlBryan,  Wa.shingti)n  ;  David  English, 
A.  H.  Dodge^  Wm  M.  Boyce,  4.  H  Pickrell,  H.  C. 
Mathews,  Gtjorgetown  ;  F.  C.  ^lopper,  Montgome- 
ry County ;  ^eredith  Davis,  l="rederick  Coanty  ; 
Daniel  Weisdl,  Washington  Cotnty. 
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Pracaalloit  ncalnat  Accident 

The  New  Haven  railroad  company],  i  ince  the 
accident  at  Norwalk,  have  ordered  allbf  heirpas- 
Bcngcr  trains  to  come  to  a  full  stop  befor  $  passing 
any  of  the  draw  bridges  on  their  road.|  '  'he  oper- 
ation of  this  rule  is  attended  with  cons^d<  rable  de- 
lay, which  would  be  inexcusible  but  frjom  the  fact 
that  it  proceeds  from  a  cautious  rejri  rd  for  the 
lives  of  passengers.  As  the  most  effectu  il  m''ai> 
for  safety,  it  perhaps  stands  above  otljcr  i,  l-ui  .i 
is  yet  a  question  if  there  cannot  bciccirc 
passage  of  a  drawbridge  at  forty  mi'es  p;r  ho.ii, 
by  attending  it  with  such  safeguard.^  »s  .liall  re 
dnce  the  chances  of  danger  tothesaiii"  proporiio 
as  upon  other  parts  of  the  road.  T)  •  •  ;■  jjie-^* 
of  a  railway  train  must  depend  m  ■  i  i  .u  im- 
parted than  npon  an  observed  k.iu.  t"  '>•*  \\\ 
condition  of  the  track.  That  i  ,  t': 
number  of  points  where  the  tr;>  k  ' 
twenty  rods  in  advance  from  tlu"  •:  . 
the  speed  of  the  train  must  not  y: 
These  are  upon  curves,  and  ..'  \^  ■  ■  ■  ■,   .  I 

the  road  in  dark  nights.  li*.  i  '  »  '  >\  '/  ii 
such  ca.sos  are  the  exhib  >...  .  .  »  .  t  '  h 
may  be  considered   as  n  ,  •  ^     .  .  as 

mjide  by  those  ]>laced  for     .       •  .,  he 

road.  The  .safely  of  the  ti  .  ds 

Upon  the  exercise  of  hii  .■  he 

question  must  be,  is  it  u         .        .  to 

trust  the  train  to  o7(«  m.-'       '■  ••  >  to 

ainAher  mtin,  upon  the      .  >:    '  a»n. 

who  although  himself  j     »\.  .      , ,  be 

made,   nevertheless,  tf  !•  i  for 

the  safety  of  others  ?  •  r  oper- 

ly  disciplined    and  p        '•  :  tedly 

may. 

The  movements  of  tljo  leat  railway  sy  item  of 
England  are  regulated  by  a  8;  jb^'.^  •'"s'l  .i  lis,  and 
a  safe  movement  in  almost  every  case  is  the  re- 
suU,  for  it  is  a  well  understood  fact  tbati  at  cidents 
are  far  less  numcrnus  there  than  in  tne  United 
States.  It  would  not  appear  to  be  a  dinci  It  mat- 
ter to  signal  a  train,  which  is  going  at  sixtr  miles 
an  hour,  that  there  is  danger  a-head.  j\.n  intelli- 
gible signal — a  large  board  or  flag,  such  las  is  gen- 
erally known  to  be  indicative  of  danger,-  would 
not  fail  to  be  regarded  by  men  whose  own  <  redits, 
whose  trusts,  and  whose  lives  are  involved  in  that 
danger.  The  practice  of  stopping  a  tr«in  to  be 
assured  that  a  draw  is  closed,  might  ceijtai  iily  be 
dispensed  with  if  the  same  assurance  co^ld  be  had 
half  a  mile  before  reaching  the  draw.  If  he  know- 
ledge possessed  by  the  engineman,  of  tht  s  ate  of 
the  road,  which  is  derived  from  Jiis  owri  irimedi- 
,ate  observation,  must  of  course  be  Hmiteil,  and 
yet  the  information  which  is  imparted  tp  lim  by 
others  through  the  aid  of  signals,  is  as  lik  ely  to 
produce  accidents  at  stations,  crossings,  <ir  s  witch- 
es as  at  draw  bridges. 

A  draw  bridge  is  comparatively  a  safe  p<int  to 
pass  where  signals  are  established,  for  it  Is  <  pened 
only  for  the  passage  of  vessels,  and  ^in  re  the 
keeper  and  all  others  engaged  must  b^  a .  their 
po.sts  and  wide  awake.  Not  so  at  a  switch.  This 
may  be  displaced  for  any  trifling  cause  ;  tb  e  man 
to  whom  its  operation  is  entrusted  has  lees  ta  spur 

J  ut  the 
igi  lal  are 


his  caution,  and  may  readily  forget  tt 
switch  right  again;  the  indications  of  its  : 
seen  only  at  a  short  distance,  and  accic  enjb  may 
easily  follow.  Accidents  at  draw  bringes,  1  owev 
er,  arc  very  rare,  and  we  never  knew  of  o  ne  Iwbich 


could  not  be  e.isily  traced  to  the  absence  of  sig- 
nals. The  calamity  at  Norwalk,  the  accidents  at 
Brandywine  and  Kancocas  Creek,  are  all  due  to 
the  same  neglect. 

If  then,  we  admit  that  reliable  signals  may  bd 
transmitted  in  each  case  of  danger,  wo  are  be- 
yond the  necessity  of  such  extreme  precautionary 
measures  as  have  been  adopted  by  the  New 
Haven  Comp.any.  Their  regulation  then  appears 
in  the  light  of  a  reaction,  induced  by  the  occurence 
of  an  accident  in  a  case  where  proper  means  had 
not  been  taken  to  avert  it.  We  see  that  they  suf- 
fer a  detention  of  nearly  a  quarter  of  an  hour  on 
every  through  trip  besides  the  wear  and  tear  of 
rails  and  machinery  always  produced  by  stopping' 
and  starting.  All  railway  men  are  well  aware  i 
that  a  road  with  numerous  stations  is  more  expen- ; 
give  for  the  working  of  its  machinery  than  another 
with  fewer  stitions.  It  is  only  the  income  de- 
rived from  these  stations  that  makes  return  for 
the  expense  of  stopping.  If  then,  a  stop  is  made 
at  every  draw,  there  is  an  expense  incurred,  on  a 
road  like  the  New  Haven,  the  same  as  with  half  a 
dozen  additional  stations,  without  deriving  any  in- 
come therefrom.  It  is  notworlh  while  to  urge  the 
inconvenience  of  these  detentions,  as  the  passen- 
gers, who  arc  most  interested,  can  judge  of 
that  point  for  them.selves.  The  direct  expense  to 
the  company  is  probably  more,  for  the  number  of 
trains  they  run,  than  would  suffice  to  place  a 
watchman  at  every  one  of  these  bridges.  We 
must  consider  therefore  that  the  recent  regulation 
of  the  company  has  been  made  from  the  want  of 
a  knowledge  of  better  means.  No  measure  had 
been  taken  to  secure  safety  for  the  express  trains 
running  through  Norwalk,  and  now,  that  an  ac- 
cident has  happened,  the  most  inconvenient  and 
expensive  means  are  employed  to  avert  such  ca- 
lamities in  future.  The  insufficiency  of  the  sig- 
nal, whose  indications  should  have  been  enough 
to  ensure  safety,  is  well  known.  It  was  a  canvas 
ball  of  inferior  size,  and  could  not  be  seen,  when 
rai.sed,  in  season  to  receive  any  useful  information 
from  its  indications.  From  within  three  eighths  of 
a  mile  in  approaching  the  bridge  from  the  west 
beyond  which  distance  it  would  not  be  looked  for, 
it  was  visible,  when  raised,  once,  for  Jifty  feet,  (a 
distance  traversed  in  less  than  one  second  when 
going  forty  miles  per  hour),  and  not  afterwards 
until  within  188  yards  of  the  draw.  At  a  speed 
of  forty  miles  per  hour,  at  which  speed  the  draw 
should  be  safely  passed,  this  would  allow  ten  se- 
conds between  discovering  the  signal  and  reaching 
the  draw.  Tme,  if  the  train  was  going  slower 
this  time  would  be  prolonged,  but  the  signal  should 
have  been  effective  enough  to  have  ordered  a 
stop,  or  permitted  the  full  speed,  when  the  train 
was  half  a  mile  back. 

The  character  of  the  signal  relied  upon  was 
also  of  the  most  indiflerent  kind  uuder  any  dis- 
play. It  was  a  ney^alive  signal.  Its  presence  indi- 
cated safety,  while  its  absence  warned  the  train  of 
danger.  For  miles  of  the  road  where  no  danger 
existed  there  was  the  same  absence  of  signals  and 
here,  where  danger  of  the  most  fearful  kind 
threatened  the  train  no  signal  of  any  kind  was 
to  be  expected.  It  was  like  signalling  a  train  in 
daylight  and  abaiidoning  it  to  its  own  chances  in 
the  darkness  of  night. 

The  location  of  the  line  at  this  dangerous  point 
was  very  unfavorable  for  the  timely  display  of  any 


signal  when  erected  only  at  the  bridge.  Besides 
the  danger  of  a  decending  grade  terminating  at  a 
draw,  there  were  curves  and  natural  obstacles  in 
the  way  of  seeing  the  draw  in  season  to  stop  an 
approaching  train.  The  line  was  originally  lo- 
cated in  a  straight  course  through  this  place,  but 
the  temptation  of  saving  a  trifling  sum  in  grading 
has  had  its  effect  in  making  this  one  of  the  most 
dangerous  points  on  the  line  of  the  road. 

Cheap  StationMrjr  En^^lmea 

The  knowledge  of  the  details  of  a  cheap  and 
substantial  engine  is  often  of  great  service.  There 
is  scarcely  a  town  to  which  railroads  have  just 
penetrated  but  has  occasion  for  just  such  engines, 
and  some  enterprising  builder  soon  finds  it  profita- 
ble to  make  a  set  of  patterns  for  his  own  use  and 
for  that  of  his  neighborhood.  We  have  the  notes 
of  a  very  cheap,  strong  and  serviceable  upright 
engine,  which  may  be  of  use  to  some  of  our  read- 
ers. The  engine  is  of  a  kind  particularly  adapted 
for  saw-mills,  machine  shops  and  foundries,  sash 
and  blind  shops,  etc.  It  occupies  but  very  little 
space,  and  being  very  simple,  requires  but  little 
ex{)ense  for  its  operation  and  maintenance. 

Cylinder  12  inches  in  diameter,  24  inch  stroke. 
Steam  ports  6  in.  by  1  in.  Exhaust  port  1)4  in- 
wide.  Cylinder  is  held  by  bottom  flange  only  to 
a  bed  plate  forming  the  connection  of  the  columns 
of  the  frame,  and  is  made  tight  by  a  lead  joint. — 
Weight  of  cylinder  casting  in  rough,  564  lbs. 

Frame  is  of  two  hollow  columns  connected  by 
bed  plate  at  bottom,  and  cross  braces  for  pedestal 
seat  near  the  top.  There  is  a  stout  rib  on  uuder 
side  of  bed  plate,  by  which  the  bottom  of  the  enr 
gine  is  held  in  a  16  inch  timber,  bolts  being  used  to 
secure  the  engine  only  upon  the  square  flanges  on 
the  tops  of  the  columns.  The  columns  are  4  feet 
trom  center  to  center ;  1 2  feet  4)4  inches  from  bot- 
tom of  bed  plate  (exclusive  of  rib)  to  top  of  upper 
flanges.  10  ft  6  in.  from  bottom  to  seat  of  pedes- 
tal, and  11  ft.  )o  in.  to  center  of  shaft.  Columns 
8X  in-  diameter  just  above  base  mouldings,  and 
6>2  inches  at  necks.  Weight  of  frame  casting  2915 
lbs. 

Wrought  iron  shaft  4J^  inches  diameter,  and 
7^^  feet  long.  Bearings  4?8  in.  diam.  and  11  in. 
long.  Fly  wheel  with  flat  rim  to  belt  from,  and  is 
8  feet  in  diameter,  14  in.  face,  and  weighs  about 
2600  lb«. 

Piston  has  cast  iron  packing  of  two  outer  and 
one  inner  ring,  each  of  3^  inch  thickness.  Piston 
rod  cut  off  3  ft.  11  inches  in  the  rough.  Connect- 
ing rod  G  feet  3  inches  long  from.center  to  center ; 
bearing  at  crank  Qjid  24g  inches  diameter.  2% 
inches  long.  Fork  end  at  cross  head,  each  bearing 
being  2)^  inches  diameter,  and  2  inches  long. — 
Crank  pin  held  in  crank  by  a  flat  key. 

Eccentric  is  of  variable  throw  by  forming  one 
eccentric  within  the  other,  the  inner  eccentric  ha- 
ving 1%  inch  throw,  and  the  outerone  2^-^  inches. 
The  eccentrics  are  usually  set  to  be  adjustable  at 
^/4>  3,H,  *^^  ^  inches  throw.  Lap  of  valve,  one 
inch.  Regulator  is  of  a  simple  pattern,  secured 
to  a  bracket  bolted  to  the  frame.  Steam  pipe  is 
a  2}^  inch  gas  pipe.  Water  pipe  from  force  pump 
to  boiler  is  \}^  inch  diameter.  Boiler  is  28  feet 
long,  42  inches  in  diameter,  has  two  15  inch  flues. 
Shell  of  boiler  of  I4  inch  iron,  flues  3-lG  inch. — 
Cast  iron  heads  weighing  COO  lbs  each.  Entire 
boiler  weighs  700O  lbs.  Boiler  is  set  between  two 
12  inch  walls,     46  inches  apart  in  clear.     Under 
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side  of  boiler  42  inches  from  hearth,  and  there  is 
a  flue  beyond  grate  of  7  inches  deep  around  low- 
er half  of  boiler.  Grate  16  in.  from  bottom  side 
of  boiler. 

To  build  this  engine  costs  as  follows — 

9000  lbs.  castings,  at  3  cts.  per  lb $270  OO 

Finishing  and  setting  up 110  00 

Boiler  7000  lbs,  at  7  cts.  per  lb 490  00 

Forging,  composition,  and  extras 130  00 


common  with  the  next  prtl'errcd  creditors,  tiir  of  twisting  bar,  toawl  and  ratrhit  ^  heel  caust-s  the 
there  is  a  surplus  revenue  to  be  applied  to  the  ex-  aforesaid  stout  Lrcw  to  rotaU-  8l4wl>-,  and  thus 
tinguishment  of  their  claims,  it  would  be Jn  the  ^^^  j^,,,  j^  ^^^.^J^^,,  towards  the  ^ock  with  a  rap- 
power  of  the  company  to  resume  the  payment  of  "  *^ 


Sl.OOO  00 
Of  late  years  there  has  been  a  great  profit  in 
building  cheap  stationary  engines.  During  1851, 
engines  of  the  above  specification  could  be  built 
at  a  cost  price  of  $850  to  S875,  while  they  would 
sell  at  the  same  time  for  S1750.  The  ereeting  of 
the  engine  and  setting  of  boiler  were  always  char- 
ged for  as  extras,  by  the  builders.  More  than 
five  hundred  engines  of  the  above  general  descri- 
ption have  already  been  built,  by  different  mak- 
ers, and  have  always  given  satisfaction  where  an 
eflfective  and  economical  engine  was  wanted, 

Cltcaapoke  and  Olilo  Canal. 

The  Chesapeake  and  Ohio  Canal  company  have 
published  their  annual  report,  for  the  year  end- 
ing 30th  June,  from  which  we  make  the  following 

extracts : 

Notwithstanding  the  disadvantages,  the  revenue 
of  last  year  was  only  $17,110,92  less  than  that  ot 
1852,  where  there  was  no  serious  interruption  to 
the  navigation  of  the  canal.  From  the  com- 
mencement of  the  coal  trade  in  March  last,  to  the 
31st  of  May,  68,355  tons  of  coal  were  delivered  at 
tide  water,  and  it  is  expected  that  the  amount  for 
the  whole  year  will  not  be  less  than  200,000  tons. 
From  January  to  the  31st  of  May,  the  following 
leading  articles,  in  addition  to  coal,  have  p.issed 
down  the  canal,  viz :  115,200  barrels  of  tlour  ; 
110,600  bushels  of  wheat ;  109,740  do.  corn. 
From  the  1st  of  January  to  31st  of  May,  the  car- 
goes ascending  the  canal  amounted  to  7,061  tons, 
and  the  cargoes  descending  to  95,129  tons.  Amount 
of  tolls  collected  $50,221  69. 

After  applying  the  sums  borrowed  from  the  Cor- 
porations and  Banks  of  Washington,  Georgetown, 
and  Alexandria,  to  the  purpose  designed,  and  the 
revenue  of  1852  to  current  expenses,  there  remain- 
ed at  the  close  of  the  year,  arrearages,  for  repairs, 
oflScers'  {salaries,  and  other  current  expenses, 
amounting  to  $49,000.  This  sum  has  since  been 
reduced,  by  means  of  the  revenue  of  the  present 
year,  to  $17,000,  which  will  probably  be  paid  by 
the  revenue  of  the  next  two  months 

The  revenue  from  the  1st  of  June  to  the  end  of 
the  present  year,  will  probably  amount  to  $1 14,000; 
and  the  ordinaiy  expenses  to  $70,000,  for  main- 
tenance of  the  canal,  interest  on  loans,  and  other 
current  expenses;  which  will  leave  a  surplus  of 
$34,000  applicable  to  the  above  balance  of  $17,- 
000,  and  to  other  claims,  for  which  the  revenues 
of  the  Canal  company  are  first  liable. 

The  amount  of  claims,  first  entitled  to  paynment 
out  of  the  next  revenues  of  the  company,  is  $435,- 
370.  In  this  statement,  the  interest  on  $114,500 
borrowed  from  corporations  and  banks,  and  on 
$44,535  30,  for  which  certificates  of  debt  were  is- 
sued for  repairs,  &c.,  prior  to  1845,  is  not  included, 
because  it  has  been  regularly  paid. 

The  next  prior  claims  against  the  company 
amountto  $1,950,000,  and  include  $1,700,000  bonds 
issued  in  pursuance  of  the  Maryland  act  passed  in 
1844,  for  completing  the  Canal,  and  payable  thirty- 
five  years  after  date.        *        *        *        * 

From  the  foregoing  statement  of  the  debts,  ex- 
penses and  revenue,  and  of  the  claims  first  paya- 
ble out  of  the  net  profits  of  the  Canal  an  opinion 
may  be  formed  respecting  the  time  when  the  pay- 
ment of  interest  will  be  resumed  on  the  bonds 
guaranteed  by  A'irginia,  and  on  those  issued  in 
pursuance  of  the  law  of  Maryland.  If  the  credi- 
tors first  entitled  to  payment  would  consent,  as 
they  probably  will,  to  receive  only  their  interest  in 


jpany 
interest  on  all  their  preferred  debts  at  an  early 
period.  But  the  President  and  Directors  could 
not  now  possibly  designate  any  particular  tinie  for 
that  purpose,  without  exciting  expectations  which 
accidents  to  the  Canjd,  or  other  circumstances, 
might  possibly  prevent  them  from  fulfiilling. 

In  preparing  this  report,  the  President  and  Di- 
rectors have  thought  it  unnecessary  to  indulge  in 
conjectures  respecting  the  future  prosperity  of  the 
corap.auy,  so  far  as  itdci>ends  on  resources  not  yet 
developed,  or  events  which  may  never  occur ;  but 
existing  circumstances  justify  them  in  expressing 
the  opinion,  that  the  canal  will  soon  become  the 
medium  of  an  extensive  and  profitable  trade.  Since 
the  middle  of  September,  it  has  continued  in  ex- 
cellent order,  with  the  exception  of  a  few  slight 
accidents,  such  as  must  occasionally  occur  on 
every  canal. 

_  "     .i     i 

Gardner's  Rock    Drlll>  i 

We  would  invite  attention  to  the  aflvertisement 
in  another  colnnu),  of  this  useful  machine,  fordis 
pensiiig  with  a  great  deal  of  labor  in  ruck  work. 
We  copy  the  following  description  of  the  machine 
from  the  Boston  Tr.uiscriiit: — "  .411ow  us  briefly  to 
deseribu  the  engine  whose  powerful  blows  exca- 
vated in  our  presence  a  huge  hole  horizontally  in 
the  granite.  Figure  to  yourselves  a  platform  a- 
bout  three  and  a  half  feet  wide,  and  ten  or  twelve 
feet  long,  made  of  very  strong  timl>ei-s, firmly  bolt- 
ed together.  On  the  hinder  end  of  the  frame  or 
platform  stands  a  small  upright  steam  boiler  and 
engine  (fastened  to  the  boiler)  of  three  or  four 
horse  i)ower.  From  the  forward  end  of  the  plat- 
form rise  four  posts,  strongly  braced,  and  six  or 
seven  feet  high.  The  posts  serve  to  support  a 
strong  iron  frame,  bearing  the  drill  and  its  appa- 
ratus, and  allow  it  to  be  moved  uj)  or  down,  and 
to  be  placed  in  any  position  from  the  horizontal 
to  the  vertical.  It  can  drill  a  hole  above  or  be- 
neath the  machine,  or  in  any  intermediate  direc- 
tion. The  drill  is  held  in  an  iron  mandrel,  which 
is  placed  in  the  iron  frame,  which  last  is  support- 
ed on  trunnions  moving  in  iron  boxes»between  the 
aforesaid  upright  posts.  Through  these  tnmnions 
runs  a  shaft,  on  which  are  placed  two  cams  inside, 
and  a  band  wheel  outside  the  posts.  This  band 
wheel  is  connected  by  a  belt  with  the  fly  wheel  of 
the  steam  engine.  The  cams  serve  to  draw  back 
the  drill  from  the  rock,  and  at  the  same  time  com 
press  an  india  rubber  spring  of  about  five  inches 
in  diameter,  and  fourteen  inches  in  length.  The 
re-action  of  the  spring  gives  the  gigantic  force  to 
the  blow  when  the  cams  have  released  the  man 
dril.      The  length  of  stroke  is  about  six  inches. 

This  mandril  is  connected  to  a  cross  head  which 
slides  in  guides,  and  this  cross  head  by  means  of 
a  stout  screw  to  another  cross  head,  against  which 
the  cams  press  in  drawing  back  the  drill  and  com- 
pressing the  spring — which  spring  re-acts  against 
the  latter  cross  head  giving  impeUis  to  the  drill 
By  a  very  simple  but  ingenious  combination  of  a 
twisting  bar,  a  pawl  and  ratchet  wheel,  the  drill  is 
made  to  turn  on  its  axis  about  one-tenth  of  a  re- 
volution, more  or  less,  each  time  the  drill  is  drawn 
back.  Thus  it  is  at  every  blow  compelled  to  strike 
in  a  new  place,  each  time  taking  out  chips,  clear- 
ing itself  readily  and  not  making  a  wedge  hole. 
The  strokes  were  rapid,  sometimes  100  to  125  per 
minute,  and  might  be  easily  increased  to  150,  or 
perhaps  with  longer  practice  to  200  per  minute. — 
By  another  simple  arrangement  the  combinations 


idity  varying  according  to  the  soltnl'ss  of  the  stone; 
in  limestone  itnjight  be  advanced  jperh a )>8  five  or 
six  or  even  mai|y  more  inches  |icr  minute.  The 
drills  in  granite  ivill  ordinarily  l)c|change<l  about 
every  0  inches,  Ibut  fourteen  incfics  have  been 
drilled  without  change.  ! 

In  the  commoli  way  of  drilling,lthrec  men  c«n 
sink  a  four  inch  ;hole  only  about  ijjrty  inehen  i>er 
day  of  teu  hours!  or  four  inches  pir  hour.  While 
this  machine  wa>  in  operation,  we  Ipaw  thedrill  en- 
ter the  rock  horizontally  in  a  four  jinch  hole  at  a 
rate  of  ten  inched  in  1 1  minutes,  with  two  men  on- 
ly, and  this  be  ib  remembered,  wa|^  not  limestOD«, 
or  any  of  the  softer  rocks,  but  the  lardcst  kind  of 
Quincy  granite.  We  can  underst  ind  this  better 
when  remembering  that  two  blow 


ry  second,  each 
men.  Some  of 
over  others  are 


are  given  eve- 


blow  will  be  (he  lower  cf  twenty 
iIm;  advantages  of  this  machine 
1st.  The  inachiiic  is  relieved  of 
the  violent  shot^  caused  vy  the  r '-active  force  of 
the  blow  uiiav(>idal)le  in  maehiiK  <  hitherto  con- 
structed.  2d.  The  drill  is  kept  u:i  fornily  rotating 
and  advancing,  and  cannot  turn  Ik  ckwards,  or  re- 
cede from  the  rpck,  bciiig  proven  Led  by  the  rat- 
chet wheels.  3a.  The  whole  mad  ine  tends  to  ad- 
vance towards  tie  rock  in  coiise(iienec  of  the  re- 
active force  of  tie  spring.  Other  ufachines  tend  to 
"advance  backwards."  4th.  A  i^inuber  of  drills 
may  be  operateij  in  the  same  madtine  and  at  the 
same  time,  and  in  different  directions — thus  ren- 
dering it  very  useful  for  tunnellinr.  To  contrast 
the  expenses  of  ijand  and  machine  frilling,  suppose 
twelve  gangs  of  Ihree  men,  each  a(  iil  25  i>er  day, 
.amounting  to  $45,  can  sink  twelvi  holes  of  forty 
inches  each,  amounting  in  all  to  4^  inches,  or  40 
feet. — Let  us  set  how  much  it  wi|juld  cost  to  do 
the  same  by  the  steam  drill :  3ay  iwo  men  at  $1.- 
50  per  day  each,  plus  say  $1  25  cin^h  day  for  coal, 
and  75  cents  \>ct  day  for  interest  o^  thecost  of  the 
machine  and  repfiiis,  amounting  iniall  to  live  dol- 
lars per  diem.  '.  'his  is  one-ninth  tie  cf>st  of  hand 
labor,  no  allowar  cc  being  made  for  contingencies. 
An  invention  wh  ch  not  only  promises  thus  much, 
but  actually  jKirf  jrms  it,  will  nutb4  longoverlook- 
ed  by  intelligen ,  contractors  for  j  railroads,  and 
mine  .and  quarry  ownei-s.  We  undlMstand  it  is  to 
be  exhibited  in  fill  operation  at  he  New  York 
Crystal  Palace."'  Those  who  are  nU-rcsted  may 
find  a  notice  in  car  advertising  columns  concern- 
ing the  machine.  I 


BBh»»7 
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AIICBb4>»7  "Valley  Railroad. 

A  meeting  of;  the  Board  of  Mnnagers  of  the 
Alleghany  Vallevj  Railroad  comparer,  held  yester- 
day at  their  office  in  this  city,;  the  following 
preamble  and  resplutions  were  adopted  : 

Wherkas,  Th^  maps,  profiles,  and  estimates 
made  under  the  iireclion  of  the  dhicf  Kngineer, 
Mr.  Roberts,  of  the  several  routes  surveyed  for  the 
Alleghanv  VallcV  R.ailroad  North-(*ist  ot  Kittann- 
ing,  as  exhibited^y  him,  together  »rith  his  report 
upon  the  same,  I  are  entirely  ».ali!|factorj',  there 
fore.  '  i 

Resolved,  Thatl  after  due  ex.ira»)ation  of  the 
whole  subject,  <hat  routo  from  litUnning,  ria 
Mahoning,  Red  Bank,  and  East  Irauch  of  the 
Clariga  Rivers,  t^  Bishoji  .s  Summi^,  and  thence 
by  the  way  of  Pdtato  Creek  to  lh<^  most  eligible 
points  on  the  Ne^  York  SUte  lihf ,  Iw  and  the 
same  is  hereby  adopted  ;i8  the  line  ^fsaid  Allegha- 
ny Valley  Railroad. 
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RcMtlred,  That  the  Chief  Engineer  be  ajiitliori/.ed 
and  requested  to  locate  aiid  prepare  thd  line  for 
work  foith  with,  according  to  the  route  th  iS  day 
determined  uj)on. 

Rrsolreil,  That  the  Chief  Engineer  bo  reduested 
to  prepare  his  report,  together  with  a  nia{  of  the 
various  lines  surveyed,  for  publication. 


Amerieau   Railroad  Joiiinal. 


Saturd«y»  Angast  0,  1853< 


nilwankee  and  MisalaslppI  Itall^«4<l. 

We  learn  that   the  contract  for  coutpbti  ig  the 
western  extension  of  the  Oakland  and  Ottiw  i  R.R 
from  the  Rock  River  to  Prairie  du  Chitu  »n  the 
Mississippi,  a  distance  of  130  miles — 62  miles  of 
lh2  road  being  already  done  west  from   A|ilwau 
kee — lias  been  closed. 

The  contractor  is  A.  S.  Catliu,   Esq.,  kir^sident 
of  the   Mechanic's  Bank,  Bnrlington,  Vt. 
represented  to  be  a  gentleman  of  energy 


vho  is 
1  large 
wealth.    The  terms  of  his  contract  re^ni  re  the 


an 


8t 


i,  the 
otta- 


road  to  be  done  by  the  1st  of  January.  ' 
same  time  the  managers  of  the  Oakland  ;.nc 
wa  road  have  j)Iedged  themselves  to  hav ;  i    com- 
pleted. 

The  company  are  to  pay  one-h.ilf  ($1|62B,000) 
in  stock,  and  $l,C2'),000  in  bonds.    The  roa  I  is  to 


be  finished  ready  f»)r 
pounds  to  the  yard. 


running — the  rail  to 


Stock  ami  Money  Market 

The  downward  tendency  in  slocks,  noiicdd  last 
week,  still  continues.  Nearly  all  the  stocks  inthe 
fancy  list  have  fallen  materially  ;  Ei  ie  be  ng  2  per 
cent,  lower,  Harlem  3'.j,  Hudson  lliver  :!.  The 
better  class  of  stocks  have  suffered  severe!  v.  New 
York  and  New  Haven  has  fallen  4  per  cei  t.;  Mich- 
igan Central  10,  Reading  G.  The  premiu  u  i  locks 
that  have  suffered  most  had  all  a  vulnerable  spot, 
to  which  may  in  a  great  measure  be  altri  anted 
their  decline.  The  New  York  and  New  ]  la  en  is 
Still  8uff.;ring  from  the  efTects  of  the  late  iis  fisler. 
In  the  case  of  the  Michigan  Central,  czcessiic  di 


vidends"  recentlj'   paid  appear  to   have 
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N.H 


Vt. 
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ci  eated 


much  dissatisfaction.     The  Panama  stock  n\  pears  I  New  London,  Wil.  and  Palmer 
to  be  quietly  settling  down,  the  last  quota  tio  is  be-  j^ew  York  and  New  Haven 

ing  110.     When  we  commented  in  Febniar'   last,  |  ^augatuck  ••■■••••  ••  •  •  •  •  • 

°  .n  L  J     .  ,"         ,   New  London  and  New  Haven 

upon  the  management  of  the  road,  the  stc|ck  stood  IXorwich  and  Worcester 

at  140.     The  slow   i)rogres8  of  the  road.l  ai  d  its  j  Buffalo  and  New  York  City. 

vast  cost,  appear  to  have  had  the  effect  of  of  cning  j  Buflalo,  Corning  and  N.  York. 

the  eyes  of  tJie  public  in  reference  to  this  pi  lyect.   Buffalo  and  State  Line 

The  fancy  coal  and  mining  stocks  are  "n<  wlere 

An  equal  degree  of  depression  in  the  faiicj    line 

has  not  been  seen  for  years. 

The  tightness  of  the  money  market  is,  ol' 


c<  urse, 
the  disturbing  principle  in  stocks.     Thestijin|  ency  ; 
was  unexpected,  and  is  attributed  mainlj 


action  of  the  banks  under  the  new  law,  coijip  illing  '  Ogdensburgh  (Northern) 
them  to  make  weekly  statements.     Ther4 
be  a  great  demand  tor  the  ordinary  wants 
iness,  for  the  active  season  has  not  yetcomiae 
There  is  some  apprehension  felt    that  we  jar^  im- 


porting too  freely,  but  there  does  not  appear 


an  extraordinary  demand  for  money  for  shipiient. '  Jf^^X  ^"^  Boston 
The  better  opinion  is,  that  the   striiigenct  is 


temporaiT,  and  without  any   good   cause   it 

condition  of  the  country,  or  in  any  inherent  v  eak-  \  New  Jersey 


ness  in  monied   institutions,  and   will  so<^n 
jilace  to  an  easy  market. 

The  imports  and  ex|K>rt.s   for  July   were 
large.     The  following  are  the  returns  for  t  lo 
of  New  York: 


Atlantic  and  St.  Lawrence.  . .  Maine. 
Androscoggin  and  Kennebec. . 

Kennebec  and  Portland 

Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland 

Boston,  Concord  and  Montreal 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence. . . . 

Njusliiia  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  Passumpsic, 

Rutland 

Vermont  Central " 

Vermont  and  Can;ida " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Bo^stoll  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  C(hI  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .       " 

Norfolk  Countv " 

Old  Colony..' " 

Taunton  Branch " 

Vermont  and  Ma.s.sjichusetts..      " 

Worcester  and  Nashua " 

Western " 

Stonington R.  L 

Providence  and  Worcester...      " 
Canal Com 

Hartford  and  New  Haven " 

Housatonic " 

Hartfoi-d,  Prov.  and  Fishkill . .       " 


a 
o 

I 


a 


.a 
a 


S  s 

'5  "3 

i   B 

H 


NY. 


Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  EIraira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Eric)...  " 

Hudson  River " 

Harlem " 


I  Long  Island . 


^*  ^^f^l  New  York  Central 


i< 

II 


a  nnot !  Oswego  and  Syracuse 
of  bus- 1  Plattsburg  and  Montreal 
iced    ?®"8selaer  and  Saratoga 


Rutland  and  Wa.shington " 


Saratoga  and  Washington . , 


to  be   Troy  and  Rutland . 


but 
the 


Watertown  and  Rome " 

[  Camden  and  Ainboy N.  J. 

Morris  and  Essex " 


give  i  New  Jer.sey  Central " 

j  Cumberland  Valley Penn, 

:  Erie  and  North  E;ist " 

■'  ,  Ilarrisburgh  and  Lancaster. . , 

B  ort   Philadelphia  and  Reading. . . . 
Philad.,  Wilmington  and  Bait. 


« 
II 


150 
65 
72 
51 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
24 
28 
83 
53 
69 
28 
62 
76 
42 
66 
20 
26 
45 
12 
77 
45 

155 
60 
40 
45 
62 

no 

50 
66 
61 
62 
65 
54 
91 
132 
69 
50 
47 
36 
464 
144 
130 
95 
504 
118 
36 
23 
25 
60 
41 
82 
39 
96 
65 
45 
31 
63 
56 
20 
36 
95 
98 


1,417,587'  3,000,000  4,649,392 
809,878  l,016,500i  2,064,458 
87G,/41   800,000  2,180,000 
123,884  1,459,384 


1,365,500 

227,981 

1,649,278 

1,485,000' 

2,078,625! 

3,016,634] 

717,543 

600,000, 


291,200 
622,200 
none. 
720,900 


none. 


1,097,6001  650,000 
2,486,000'  2,429,100 
8,500,000  3,500,000 


In  progres 
2,540,217 
1,486,000 
3,002,094 


1,500,000| 
392,000, 


700,000 


1,830,0001 
4,076,974! 
3,160,390 
4,500,000] 
421,296 
1,691,100 
2,860,000| 
1,050,0001 
3,540,0001 

6oo,ooo; 

647,015 
1,964,070 

260,000 
2,140,536 
1,134,000 
5,150,000 


651,214 
1,400,000 

673,500 

1,745,516 

5,577,467 

12,000,000 

1,500,000 


1,995,249 
150,000]  4,092,927 
3<)0,000|  3,546,214 


1,467,500 
3,'(X)0*,66o 


425,000 

171,800 

193,600 

600,000 

none. 

112,306 

none. 

819,743 


4,845,967 
633,906 
1,801,946 
3,120,391 
1,050,000 
3,623,073 
520,475 
1,245,927 


£  w 

if 

"I 

S«2 


200,233 
140,661 
133,338 
208,669 
16,694 
150,538 
305,805 
287,768 
328,782 


132,545 


495,397 


Leased  to 
Recently 


282,300!  2,293,534 

none,  i  307,136 

1,001,5001  3,203,333 

171,2101  1,321,945 

5,319,620  9,953,769 

1,731,498 


300,000 
472,660 


568,861 
3,000,000 

926,000 

750,500 
2,121,110 

900,000 


879,636 


425,509 

687,000 

9,612,995 

3,740,515 

4,726,260 

1,876,148 

22,858,600 

1,679,969 

350,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1.011,940 


2,600,000 

In  progres 

800,000!  1,511,111 

1,641,0001  4,978,487 

440,000; 

650.000  1,380,610 
701,600   2,506,488 

1,560,0001  2,550,500 
Iln  progres 

872,000}  1,921,270 
iln  progres 

682,400|     987,627 

400.0001  1,070,786 
24.003,865  31,301,806 

7,046,395,10,527,654 


977,463  6,102,935 

616,246  2,446,391 

2,111,824 

2,969,760  5,133,834 

201,500'  607,803 

131,000  349,775 

26,000  774,495 

400,000  1,250,000 

940.000  1,832,945 

100.0001  329,677 
700,0001  1,043,357 
060,000|  1,693,711 

l,500,«00l 4,327 ,4«'' 

1,022,4201      128,000]  1,220,325 

2,197,840|      476,000i  3,245,720 
986,106    1,500,000 


388,108 
669,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,446 
674,574 
164,230 

67,251 
322  213 
137^406 
218,679 
162,109 
1,339,873 


o  t 
S5 


o 
a 


IB 

.a 

OQ 

O 

In 


InonelOO 

8Q,053nonei  36 

none  46 

i  6     100 

inonej  40 

79,669none  41 
141,836!  8    !l09 

55,266  5  I  48 
163,0751  6  I  58 
I  6X1  96i 

51,613;  8  'il09 

iDOnC;  ••  •• 

nonej  14 

'none  41 

260,839  none'  324 

n 

theVt.  C,ent.  102 

opened,   ^none  •••• 

'none  .••• 

130,88l|  1}4 
338,2151  7 
227,434]  6 
331,296!  7 

30,066!  2)4 

72,028]  6 
241,017   7>^ 

99,589|  8 
232,7871  6 


253.690 


600,408 
329,041 
69,629 
114,410 
806,713 


43,950! 


23,415  none 
101, 6101  none 
24,399  8 
18,648none 
66,900!  4}4 
683,194)  6>^ 


139,614|  6 

|10 

332,223;none 

168,902!none 
Inone 


428,1731  7 


Recently 

267,561 

Recently 


Recently 


76,760 
74,241 


opened.   Inone 

116,966!  4>^ 

opened. 


opened 
'  39,360 


none 
none 


99 
106J 

871 
101 1 

40 

56 

98 
104| 

99f 
117 

68 

92 


18 
594 
99 
584 


126 


102 


none 
23,496  none 
7 


3,5.37,76611,691,623 
1,063,669.  338,783  none 
681,4451  324,494  6 
206,0681  44,070!none 


45 
62i 
85 
66 
130 

68* 


480,187!    195,847  nonel 
90,616]      43,609j  4 
Recently  opened.   Inone 


74J 
694 
58f 
854 
1164 
38 
70 


213,078 

Recently 

173,546 

Recently 

Recentlv 

225,152 

1,388,385 

149,941 

603,942 

260,899 


2,379,880    _..,_. 
1,184,5001        13,000   1,265,143    118,617 

600,000 j      760,000:Recently  opened jl25 

783,960!      688,051!  1,609,4941    200,249'  106,932   8 
6,656,33210,427,80017,141,987i2,480,626ll,251,987   7     |,86J 
8,860,0001  2,408,276J  6,813,8891   667,786'   383,60l'  5    I  74 


96,737 
opened. 

135,017 

opened 

opened 

116,706 

478,413 

79,252 

316,259 

124,740 

76,890 

opened. 


nonel 

none 

8 
10 

4 
10 

3Ki 

5  "i 


30 
33 

169' 
150 

148* 


w^«F^'>*V'."j."»;»^:7^^^?-  ^^ 
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Railway  Share  List, 

Compiled  from  thelalest  returns — corrected  every  Wednesday — on  apar  valuation  o/$100. 


NAME  OF  COMPANY. 


a 
s> 

o 

aa 

I 


a 


Pennsylvauia  Central Penn.  250  9,768,156 

30 
47 

381  9,188,300 
38  1,650,000 
57 


i  65 

;  27 

64 

73 

'  22 

'76 

i  62 
107 

i  60 
\  32 


1,372,324 
686,000 
1,000,000 
1,328.722 
1,400,100 
3,000,000 
180,000 


Philadelphia  and  Trenton 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md, 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomjic " 

Wilmington  and  Raleigh N  .C.  161  11,338,878 

Charlotte  and  South  Carolina.  S.  C. HO  | 

Greenville  and  Columbia "     1 140   1 ,004,231 

South  Carolina "     1242  |3,858,840 

Wilmington  and  Manchester.     " 

Georgia  Central G.i. 

Greorgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss 

East  Tennessee  and  Georgia . .  Tenn. 


191 

I211 

101 

I  71 

1  50 

i  65 

I  93 

!  33 

:  88 

60 

80 


3,100,000 
4,000,000 
1,214,283 


586,887 


776,259 
879,868 
688,611 


.A 

rs 

a 


2  9 

CO    c> 

H 


5,000,000 


9,827,123 


200.000 


50.3,006 
800,000 
446,036 

1,500,000 
120,000 

1,134,698 


300,000 
3,000,000 


306,187 

1,214 

168,000 


150,000 
400.606 


13,600,000 


to. 


I 

fee's 

.£•3 


o 

It 

a 

c 

•xs 

> 


1,943,827    617,625 


09 

o 

s 

u 


19,542.307 
1,650;000 


In  prog. 
In  prog. 


1,325,563: 
348,622; 
413,673 


615,384 
216,237 
152,536 


991 

:t: 


In  prog. 
1,100,0001 
1,531,2381 

In  prog,     i 

In  prog.     \ 

In  prog. 

416,532' 
2,965,5741 


122,861 
254,376 


176,485 


89,776 
610,038 


74,113  none 
113,256,  7 


74,902  none 
inone 

il2 

153,898  6 


In  prog,     i 

7,O02,396il,0OO,717 
In  piog.     I 

3,378,132i 


Nashville  and  Chattanooga 

Covington  and  Lexington ....  Ky. 

Frankfort  and  Lexington " 

Louisville  and  Franlifort " 

Maysville  and  Lexfmgton " 

Cleveland  and  Pitlsburgh 

Cleveland,  Paines'V.  .and  Ash. 

Cleveland  and  Columbus 

Columbus,  Piqua  and  Indiana 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  *' 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind, 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis ...  " 

Madison  and  Indianapolis ....  " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago 

Chicago  and  Mississippi 

Illinois  Central 111. 

Galena  and  Chicago " 

Michigan  Southern Mich. 

Michigan  Central " 

Pacific ...,Mo. 


!l25 

'29" 
66 


Ohio.  100 

71 

135 


61 
60 


40 

!  20 

>  36 

i  31 

37 

84 

I 

167 
1  57 


836,000 
2,093,814 
1,430,150 

367,218 


1,239,450 
3,027,666 


1,694,000 
310,666 


641,000 

850,000 

1,100,000 


1,371,000 
*  40'8,266 


906,000 
550"666 


2,370,784 
900,000 
2,387,200 


187 


87 
64 
31 


131 

83 


(I 


62 

88 
40 

72 


:  92 
315 

i282 


1,760,700 


662,000 
1,092,137 


1,660,000 
632,387 


1,932;361 
2,499.410 
4,000,000 


1,000,000 
1,767,000 


1,596,2831 
In  prog.  ; 
743,526 
In  prog.  I 
In  prog,  j 
In  prog.     I 

1,330,960 


945,508 
934,424 
296,684 


609,711 1  7 


608,625;  8 
456,468 
153,697;  9 


''A 


129,396   71,636  8 


In  prog. 
In  prog. 
In  prog. 
584,902 


173,642 


87,421 


76,079  8 


In  prog.  ! . 
2,963,756 


194,429 


44,250 


123.306  6 


71i 
42 


^ 


125 


122 

ioe' 


80 


3,655,000! 
In  prog.  { 


777,793  483,45412 


2,600,000    321,793;    200,967 

In  P'<^g-      I 

925,000  Recently  I  opened. 
In  prog. 


.1. 


2,460,000 


800,000 
119,600 


750,000 


In  prog. 
2,634,157 
1,855,000 
4,110,148 

In  prog. 


526,746  314,670  10 
540,5i8  113,401  !!!! 


In  prog. 


Recently!  opened. 


96 
132 

115 

72i 
80 


70 


119i 
95' 


1,317,140  Recentlyiopened. 
1,257,714|    237,506|    135,363 
In  prog i 


16 


Recently  jopencd. 


663,100 


In  prog ! 

Recently  opened. 

2,400,000    516,414.    268,075 
In  l>rog. 


10 


150 


500,000 
2,629,000 
4,067,396 


1,363,019    105,944'      71,4461  4 


In  prog,  i  473,.548j  286,152 
6,430,246'  692,187!  293,046 
8,614,193' I    8 


75 

85* 


111 


136 
124 
128 
1106 


IMPORTS.  j  Export*. 

Dry  Goods.     Other         7olal. 
1st  Week,  1,920,206  1,562,037  3,472,243  1,559,361 
2d      "     2,614,198  2,110,045  4,124,243  1,312,992 
3d      "     2,75^,613  1,716,151  4,473,764  1.244,700 
4th     "     4,03^,274  2,660,390  6,496,664  1,311,819 

Total.  11,420,291  8,037,623  19^66,914  5,428,862 
Tot.   52.   6,92^,151  4,862,961 11  r89,102  2,965,543 


Incr'se. 4,50^,140  3,174,672  7*77.812  2,463,320 

The  export  t>f  sjwcie  this  y ear  llias  been  $3,901,- 
158  against  »lj,971,499  for  July  jlast  year. 

The  imijorts  at  other  ports  if  ill  not  probably 
show  a  marked  increase.  New  JYort  imports  for 
the  whole  country,  and  the  increase  1  consump- 
tion is  seen  i>i  the  enlarged  v61ume  of  imports 
at  this  port.  jLargcly  increased  imports  do  not 
necessarily  imj)ly  that  we  are  overtrading,  or  that 
we  are  buying  beyond  our  moans  of  payment. — 
The  rajtid  maijner  in  which  the  anterior  is  opened 
up  by  railroadis  is  adding  in  equal  ratio  to  the  abil- 
ity of  the  country  to  purchase.  fThere  is  no  doubt 
that  the  i>eopl*  of  Ohio,  for  instance,  are  able  to 
indulge  in  twipe  the  amount  pf  luxuries  that  they 
could  five  yea^  ago.  They  have  now  a  market 
for  the  products  of  their  industty  ;  and  increased 
imports  go  to  phow  the  progreap  of  the  country, 
rather  than  oi[ertrading.  It  will  be  seen  that  the 
increase  is  chiefly  in  articles  of  lururv,  proving 
the  correctness  of  our  remarks.-  Still,  as^e  arc 
pretty /a5/  peoi)le,  it  would  be  silrprising  if  i*edid 
not  occasionally  orerdo  in  every  department  of^- 
siness.  j  t  \ 

The  receipts  of  the  Erie  raiWad  for  the  month 
of  July  are  reported  as  follows ; 

For  July,  185$ [....$332,069  76 

For  July,  1852 [..  ..    301,825  38 

Increase...! f S30,244  37 

This  is  not  a  flattering  result,  and  is  probably 
not  up  to  the  exi)ectation  of  the  company.  It 
certainly  does  dot  look  well  for  an  October  di\-i- 
dend.  It  will  be  noticed  as  a  significant  fact  that, 
for  two  or  thrae  months  past,  the  company  have 
not  reported  the  earnings  from  passcnsers  and 
freight,  but  only  give  the  aggregate  of  both.  This 
is  done,  we  presume,  to  concral  the  loss  of  the 
/Aro«^7i  passenger  travel,  which  is  now  monopoli-. 
zed  by  the  Central  line.  There  is  no  doubt  that 
the  Erie  has  b*en  completely  oa^neraled  in  the 
recent  arrangetnents  between  the  two  companies, 
\vhich  has  resulte<l  in  a  loss  to  the  former,  of  an 
im{>ortaiit  source  of  revenue.  Far  thei  through  bu- 
siness, this  company  has  abandoned  the  western 
division  of  its  iioad,  from  Hornelteville  to  Dunkirk, 
a  distance  of  128  miles,  and  hate  made  Buflalo 
its  Lake  termitous,  and  by  doing  so,  have  thrown 
the  whole  of  this  business  into  tike  hands  of  their 
opponents.  The  managers  of  the  Erie  are  evident- 
ly no  match  for  the  experiencci,  sagacious  and 
successful  veterans  who  control  the  Central  line. 
The  receipts  of  the  Hudson  B|ver  railroad  are 
large.     They  are  reported  as  follbws  : 

July,  1853....; $121,584 

July,  1852..  .J \. 86,016 


$36,668 

W4  presume  that  « 


Increase 

This  shows   a  large   gain, 
portion  of  the  increase   is  made  |ip  of  money  re- 
ceived from  persons  ticketed  over  other  roads.  We  i 
do  not  know  such  to  be  the  fact.  '  U  not,  the  result  " 
is  a  very  favorable  one. 


t- 
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The  following  is  the   coinage  of  the  U.    S. 
at  Philadelphia,  for  the  month  of  July,  1^53 

Gold.  Pieces. 

Double  Eagles 60,228 

Eagles 20,860 

HalfEagles 43,000 

Quarter  Eagles 83,216 

Dollars 60,276 


Mint  I  summit  elcv.Tlion  of  the  road,  nearly  three  thou- 

I  sand  feet  above  the  sea,  is  a  region  of  intense  cold 

Anoint.      I  the  mercury  biing  soniiit  linos   15'^  /ic/mr    zero,  in 

SI, 00- ,5)0  00 [the   winter  months,  while  there  is   more  or  less 

Oft!  I  c  \n   nrv  I  ' 


20;;,6 


Total 257,580 

Fine  gold  bars 


SUrer. 

Half  Dollars 552,000 

Quarter  Dollars 1,404,000 

Dimes 540,000 

Half  Dimes 680,000 


Total 3,071,000      S71C 


frnm^f'^m^mfim^ 
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K)  00 


211 1,0)0  00 


20)10  0  00  of  these  circumstances  of  extreme  severity  the  tires 
6(  1,2  6  00 1  of  this  engine  remained  good,  and   several  other 
,     .    —  I  engines  also  which  arc  kout  on  the   same   section 
'>'"'62''»<  3  28  i  *^  assistant  engines  had  "stood  the  winter"  equal- 
"'  I  ly  as  well. 


Copper. 

Cents 183,228  Sl|,8 


GOLD  BULLION  DEPOSITED. 

FromCalifornia «3,45d,oqo  00 

From  other  sources 32,0(  0  00 


Total t3,49lj,0(|0  00 

SILVER  BULLION  DEPOSITED. 

From  various  sources S6H',0(  0  00 

Gold  received  in  June $4,5451,1:  9  00 

Gold  received  in  July $3,401,0(  0  00 


.    Safety  of  the  Chilled  Tire. 

In  conversation,  a  short  time  since,  with  M  r.  S 
J.  Hayes,  who  has  been  a  machinist  on  thJ  I  alti 
more  and  Ohio  railroad  for  18  years,  and  iirh(  >  has 
had  entire  charge  of  the  whole  motive  p^jw  !r  of 
the  road  for  the  last  four  years,  he  assure4  us  that 
since  the  adoption  of  the  chilled  tire  on  thjat  jroad  j  four  years 


frost  during  every  month   in  the  year.     Under  all 


Total $4,45^4^9  28  i      Mr.  B.  II.  Latiobe,  the  chief  crginecr,  and  Wm. 

!  Parker,  Esq.,  the  general  superintendent  of  this 

276,000  00 1  road,  have  both  of  them,  for  a  long  time  been 

'^  ^  ^  St  rongly  in  favor   of  the  chilled  tire,  and  the  me 


54,0(0  00 
21,0(0  00 


,0(0  00 


2  28 


some  ten  years  ago,  but  two  had  ever  brokjen  ;hro'  j  one  set  of  the  chilled  tires  and  several  sets  of  the 

the  rim.    We  accompanied  him  to  the  pattjeri  loft  chilled  whole  wheels,  the  latter  having  all  the  mer 

and  were  shown  the  identical  pattern  fronc^  v  hich  its  except  that  of  the  economy  of  the  chilled  tire. 


were  cast  these  tires.  The  pattern  was  351  k  ches 
in  diameter  on  the  tread,  and  was  originaflly  two 
inches  thick,  but  since  the  failure  of  twol  o:  the 
castings  from  it,  it  had  been  increased  in  thkct  ness 
to  three  inches,  which  is  the  usual  thicknebs  )f  all 
the  cast  iron  tires  used.  During  this  tim^,  there 
have  probably  'been  Jiftecn  hundred  of  the^e  tires 
in  service.  The  security  of  their  applicitii  m  is 
owing  to  the  fact  that  they  are  not  straineii  in  put- 
ting them  on,  as  is  done  by  shrinLhig  a  \|roight 
tire.  They  are  merely  held  by  bolts  uponia  >  joni- 
cal  bearing.  The  wheel  center  is  half  an  inch  arg- 
er  in  diameter  on  the  inner  than  on  theout^r  <  dge, 
and  yet  the  tendency  of  the  action  of  thi  fl  inge 
against  the  rail  is  to  draw  the  tire  Airther  unc  fur- 
ther on.  To  give  an  idea  of  the  extent  of  sh  ink- 
ing, we  will  say  that  six  feet  tires  are  shiiun  c  at 
Paterson,  three-fourths  of  an  inch  in  their  i  nner 
circumference,  that  is  a  force  is  applied  to  th<  tire 
sufficient  to  stretch  it  that  distance  while  i  t  is  in  a 
state  no  ways  approaching  ductility.  By  t  lis  pro- 
cess, wrought  iron,  although  of  far  greater  ot  gin- 
al  strength  than  cast  iron  is  so  reduced  in  stre  igth 
as  to  be  the  less  reliable  and  safe  of  the  tw  >  n  late. 

rials. 

To  show  the  security  of  these  tires  when  exposed 
to  the  severe  physical  difficulties  of  the  Baltimore 
and  Ohio  road,  Mr.  Hayes  showed  us  an  ei  gine 
which  had  run  for  several  months  during  1  he  last 
winter,  upon  the  mountain  section  west  o '  (  um- 
berland.  It  had  traversed  daily  the  hailde  it  of 
grades,  one  in  particular  of  13  miles  lengtt,  r  sing 
116  feet  per  mile,  and  had  run  through  cr  rves 
of  the  minimam  radii  allowed  on  the  lind.     The 


thod  of  its  application  as  practised  upon  their  road. 
Mr.  Parker,  who  is  a  Northern  man,  and  who 
knows  well  enough  what  was  once  the  New  Eng- 
land feeling  in  regard  to  ca.st  iron  tires,  says  that 
were  he  to  return  to  the  managemnnt  of  a  North- 
ern road,  he  would  make  the  adoption  of  the  chill- 
ed tire  one  of  his  first  acts.  "Sir.  Trimble  .  of  the 
Philadelphia  and  Baltimore  railroad,  has  also  for 
a  long  time  been  acquainted  with  these  tires.  None 
have  ever  broken  on  his  road  except  by  violent 
concussions  from  "niu  oflTs.'  Probably  above  1(X) 
of  these  tires  have  been  used  on  this  road  to  the 
present  time. 

In  New  England  also,  there  is  a  great  change  of 
feeling  among  superintendents  and  master  mecha- 
nics as  to  the  value  of  this  improvement.  At  the 
Eastern  railroad  shop  at  East  Boston,  the  visiter 
may  see  several  sets  in  successful  use  and  on  hand 
for  renewals.  They  have  been  used  there  for  over 
The  Boston  and  Lowell   road   have 


The  Nashua  and  Lowell,  Salem  and  Lowell,  Low- 
ell and  Lawrence,  Boston  and  Maine,  Fitchburg 
and  Boston  and  Providence  roads  have  also  got 
the  chilled  wheel  in  successful  use,  but  suffer  their 
engines  to  be  detained  a  week  for  each  renewal 
of  the  wheels,  and  go  to  all  the  expense  of  making 
and  fitting  new  crank  pins,  re-setting  valve,  etc., 
where  they  would  save  many  hundreds  of  dollars 
every  year  by  adopting  the  removable  tire.  They 
express  entire  satisfactionwith  the  durability,  safe- 
ty, and  adhesion  of  the  chilled  surface,  and  it 
must  be  admitted  that  where  that  surface  is  ob- 
tained from  the  whole  wheel,  they  pay  highly 
enoufrh  for  its  advantages.  The  i)reference  for 
the  whole  wheel  arises  from  the  fact  that  they  are 
supplied  ready  on  hand  at  Boston,  while  the  tire 
has  not  been  generally  made  except  at  Manches- 
ter, N.  H.,  Wilmington,  Delaware,  Baltimore,  Md., 
and  Alexandria,  Va.  If  the  parties  who  hare  fixed 
the  standard  of  motive  power  for  New  England 
had  hit  upon  the  application  of  the  slip  tire,  its 
introduction  along  with  thcit  engines  would  have 
been  universal  in  that  section.  The  men  whobuild 
engines,  do  not  always  get  hold  of  the  best  im- 
provements at  first,  but  combine  gradually  their 
own  ideas  with  those  of  "outsiders"  in  such  a 
manner  as  to  complete  an  acceptable  work. 

As  it  is,  however,  builders  tacitly  admit  the  su- 
IH-Tiority  of  the  chilled  tire,  by  resorting  to  the 
application  of  the  whole  chilled  wheel.  The  lead- 
ing Boston,  Philadelphia  and  Baltimore  builders 
have  done  this  long  since.  The  slight  tax  which 
is  secured  from  the  use  o^the  tire  by  theoperation 
of  a  patent  monopoly,  is  another  obstacle  in  the 


minds  of  men  prejudiced  against  patents.  But 
where  the  balance  sheet  is  struck  it  will  be  found 
that  the  chilled  lire  "pays  its  way,"  and  leaves  a 
respectable  net  gain  besides.  This  is  sufBeiently 
attested  in  the  growing  favor  with  which  it  is  re- 
garded, and  its  increased  use  by  railroad  compan- 
ies throughout  the  v»hole  country.  Its  general  a- 
doi;tioii,  by  reason  of  its  reliability  and  economy' 
is  nol  far  distant. 


Babbitt's  Metal. 

Tliis  composition  is  now  used  on  most  of  the 
rubbing  surfaces  about  locomotives,  excepting 
valve  faces,  eccentric  straps  and  link  motions,  and 
excepting,  in  some  cases,  the  piston  rings,  cross 
heads  and  driving  boxes.  Its  composition,  as 
made  at  the  oldest  and  largest  brass  foundries  in 
Boston,  is  as  follows —  1  '         *  >>r     '    ..  ~ 

Melt  1  part  (by  weight)  of  copper,  and  then  add 
2  parts  of  antimony  ;— stir  well,  and  then  throw 
in  4  parts  of  tin.  This  Ibrnis  a  metal  called  har- 
dening, and  is  prepared  for  use  by  melting  one 
pound  of  hardening  with  two  poimds  of  tin.  The 
articles  to  be  lined  are  dip;)cd  in  tinning  salts. 
Boxes  are  jilaced  upon  an  arbor,  and  have  the  me- 
Ul  poured  in  a  hole  on  the  back  of  box.  Gib.sand 
similar  pieces  are  lined  on  a  flat  surface. 

Railroad  Items. 

The  citizens  of  San  Auciisliue  and  its  vicinity 
have  subscribed  one  Imiidrcd  thou.sand  dollars  to 
the  Opelousas  and  Texas  Railroad,  and  it  is  ex- 
pected that  the  adjoining  counties  will  subscribe 
one  hundred  and  fifty  thousand  more  to  insure  the 
terminus  of  the  road  at  FuUerton  s  Bluff,  on  the 
Sabine.  The  people  of  that  bection  expect  that 
this  railroad  will  be  extended  from  New  Orleans 
to  San  Diego,  on  the  Pacific. 

The  aggregate  earnings  of  the  York  and  Cumber- 
land (Maryland)  Railroad  for  the  months  of 
April,  May  and  June,  of  this  year,  were  $15,946 
10,  against  $13,421  for  the  same  time  in  1852 — 
showing  an  increase  ot  S2,511  31. 

The  Milwaukee,  Foil  du  Lac  and  Oslikosh  Kail- 
road  Company  have  concluded  a  negotiation  for 
iron  enough  to  lay  thirty  miles  of  their  road.  It 
is  expected  that  the  road  will  be  opened  to  Osh- 
kosh  in  18  months  from  the  Ist  of  July. 

The  cars  on  the  Richmond  and  Danville  road, 
have  coraineneed  running  to  Drake's  Branch 
eight  miles  above  Keysville.  We  aic  also  in- 
formed, that  by  the  1st  of  September,  the  road 
will  be  completed  to  the  banks  of  Staunton  river  ; 
by  which  time  it  is  anticipated,  the  contractors 
will  have  completed  the  bridge  over  the  same.     » 

The  Railroad  Convention,  which  met  at  Clarks- 
Va.  on  the  13th.  ult,  .ippointed  a  committee  to  em- 
ploy an  engineer  to  survey  the  route  for  the  pro- 
posed extension  of  the  Roanoke  A'alley  Railroad 
to  Milton,  N.  C,  and  from  thence  to  L?aksviUe, 
A  coiuinittco  was  also  appointed  to  use  every 
effort  to  procure  from  the  legislatures  of  N.  Caro- 
lina and  Virginia  a  charter  for  the  same. 

At  a  recent  meeting  of  the  board  of  directors  of 
the  Wisconsin  Central  railroad  company,  a  con- 
tract was  entered  into  by  said  board  and  the  Fox 
River  Valley  Railroad,  by  which  a  connection  is 
secured  between  those  roads  and  the  State  Line 
at  (Jenoa,  Walworth  county. 

The  line  of  the  Chicago,  Stt-iiing  and  Mississippi 
railroad  has  been  locati'd  to  commence  at  the  city 
of  Chicago,  thence  by  the  most  eligible  route  to 
the  villiige  of  Naperville,   in  Du  Page  county  i 
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thence  to  Aurora,  Kane  county ;  thence  near  the 
village  of  Little  Rock,  Kendall  county;  thence  to 
Sterling,  Whitesides  county ;  thence  to  the  Mis- 
sissippi river,  to  a  point  not  far  above  Fulton  city, 
nor  below  Albany,  on  said  river,  in  said  county  of 
Whitesides. 
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West  Side  Railroad. 

NEW  YORK  TO  ALBANT. 

C.  D.  Westbrook,  Jr.,  the  Engineer  appointed 
by  the  committee  of  organization  of  this  road,  has 
reported  the  results  of  an  instrumental  survey 
made  by  him,  with  reference  to  the  feasibility  and 
character  of  the  proposod  work. 

The  survey  commenced  at  Hoboken  and  extend- 
ed, 66.07  miles,  to  a  point  in  the  valleyof  Walkill, 
near  the  line  of  a  survey  made  for  the  Goshen  and 
Albany  road.  By  that  survey  the  remaining  dis- 
tance to  Albany  was  75,43  miles,  thus  making  the 
total  distance  from  Hoboken  to  Albany  as  indica- 
ted by  these  surveys,  141,50  miles. 

The  main  summit  of  this  route  is  in  Ramapo 
Valley,  2.31  miles  north  of  the  point  where  theline 
diverges  from  the  Erie  railroad,  and  is  elevated 5  ft. 
above  the  grade  of  that  road  at  the  point  of  its  di- 
vergence. Thence  the  grade  descends  with  vari- 
ous inclinations,  the  maximum  of  which  is  25  feet 
to  the  mile,  to  the  crossing  of  Murderers  Creek. 
Thence  it  ascends,  at  the  rate  of  25  feet  to  the 
mile,  a  distance  of  3.07  miles  to  its  summit,  be- 
tween the  waters  of  Murderer's  Creek  and  those 
of  the  Walkill.  Thence  it  continues,  on  ground 
mostly  level,  and  slightly  undulating  and  descend- 
ng  to  the  point  where  the  survey  was  ended,  a 
ftirther  distance  of  9.85  miles.  Thence  it  would 
descend  the  valley  of  the  Walkill. 

The  survey  proposes  a  tunnel  of  4000  feet  at 
Weehawken  hill.  The  line  crosses  Hackensack 
river,  passes  Hackensack  village,  and  enters  the 
basin  of  Saddle  river,  6  miles  beyond.  From  the 
entrance  of  this  valley  to  the  crossing  of  Saddle 
river  is  3.17  miles,  and  from  the  latterpoint  a  grade 
of  45  feet  per  mile  extends  for  4.17  miles.  The 
line  crosses  the  Erie  railroad  20  feet  above  its 
track,  and  at  a  point  24^4  miles  from  Hoboken. — 
From  here  to  its  junction  with  the  Erie  road  and 
beyond  that  to  the  point  near  Wilkes',  where  it 
afterwards  diverges,  is  a  distance  of  17.78  miles 

There  are,  except  in  but  one  case,  no  grades  on 
the  66  miles  of  this  survey  exceeding  25  feet  per 
mile,  and  in  connection  with  the  Goshen  and  Al 
bany  survey,  a  line  is  had  shorter  than  has  ever 
been  located  by  actual  survey  between  New  York 
and  Albany ;  being  but  10  miles  longer  than  a  di- 
rect line. 

Surveys  are  in  progress  from  Goshen  to  Kings- 
ton. From  Kingston  to  Albany  is  a  continuous 
series  of  planes,  extending  nearly  to  Albany,  inter- 
rupted only  by  the  rock  ridge  at  Catskill,  and  by 
three  or  four  streams,  and  varying  but  little  from 
their  average  elevation  of  100  feet  above  the  Hud- 
son— broken,  however,  beyond  Coxsackie,  by  oc- 
casional ravines  from  10  to  200  feet  wide,  and  15 
to  50  feet  deep. 

The  cost  of  the  work  may  be  judged  from  the 
offer  of  a  party  of  capitalists  to  build  the  road 
with  a  double  track  through  its  entire  length, 
whose  weight  of  rail  and  character  of  work  shall 
be  equal  to  that  of  the  Hudson  River  railroad, 
and  whose  grades  curvature  and  distance  shall 
equal  those  described  in  this  report,  and  laid  down 
in  the  map  and  profile,  for  $7,500,000.     This  offer 


would,  also,  include  the  right  of  way,  and  stipu- 
late for  the  fulfilment  of  the  contract  in  two  years, 
giving  ample  security  for  its  performance.  j 

Jonrnal  of  Railroad  La^nr. 

SUBMITTING  LEGI.SLATIVE  ACTS  TO  THE  PEOPLE. 

The  Supreme  Court  of  Louisiana  have,  in  the 
case  of  the  Police  Jury,  Right  Bank  of  Pariik 
of  Orkan$  (a  municipal  authority  of  that  State) 
vs.  The  Rcprcsrutalires  of  John  Mr  Donoxgh,  coxae 


;M.  Only  local  matters  are  enibraccil  wiiliiuthe 
scope  of  the  duties  of  the  corporation  of  Philadel- 
phia. By  the  Act  in  question  thej  Legislature  has 
authorised  th?t  corporation  to  ti^  the  citizens  for 
matters  not  locil.  <  ine  of  the  roalds  contemplated 
terminates  in  the  suburbs,  without  entering  any 
portion  of  the  ^ily. — and  the  othjer  does  not  ap- 
proach within  jthirty  miles  of  I^iladelphia.  A» 
well  might  PhiliMlelphia  be  authof  i/.ed  to  subscribe 


to  a  conclusion  opposite  to  that  of  our  own  Courts,  |  ^  the  Lake  Sh<.re  railroad,  or  to  t|ie  Collins  Line  of 
concerning  the  practice  of  procuring  the  popular  1  Steamers.     Th*  Act  is  contrary  to  the  bill  of 

rights  and  to  tile  genius  of  the  constitution. 

Mr.  Dallas  iii  behalf  of  the  railroad  companies, 
based  his  arguioient  chiefly  up<in  the  following 
points,  premising  that  thfe  "genii*  of  the  constitu- 
tion" was  a  tery   vague  czpr^sion.     One  man 
tionally  confer  on  a  municipal  authority  power  to' might  considerjZtAcr/v,   another  ^quality,  another 


sanction  for  laws. 

The  appeal  in  this  case  was  made  in  reference 
to  a  tax  bill  for  constructing  the  N.  0.,  Opelousas 
and  Gt.  Western  railroad. 

The  Court  say  "if  the  Legislature  can  constitu- 


protrction  to  be  the  genius  of  the  constitution. 

1st.  The  constitution  confers  jupon  the  legisla- 
ture the  wholej  power  of  making]  laws,  except  in 
those  cases  whbre  it  restricts  thim  expressly,  or 
by  necessary  inkplication.  j 

2d.  The  function  of  the  legislature  is  merely  to 
make  laws.  It  must  necessarily  javail  itself  of  ex- 
trinsic jigencids  in  order  to  carr^  these  laws  into 
effect. 

3d.  The  legislature  is  not  merely  authorised  to 
command  a  thibg  to  be  done.  1\  can  also  author- 
ise some  conii>etent  party  to  Execute  its  com- 
mands. 

4th.  Laying ia  tdx  is  a  differetit  thing  from  tak- 
ing private  pr(^j)erty  for  a  public  purpose.  A  tax 
is  the  contribution  of  the  citizelis  to  the  general 
good.  i 

5th.  Beyond  all  dispute  the  legislature  may  au- 
thorise a  city  corporation  to  lay  }a  local  tax  for  a 
local  purpose. 

The  local  authorities  of  a  coii|munity  are  best 
qualified  to  judge  whether  a  measure  will  promote 
their  local  interests.  The  local  atttiorities  of  Phil- 
adelphia, have  been  consulted  in  regard  to  the  ex- 
pediency of  subscribing  to  the  ijoads  in  question, 
and  have  responded  aftirmative^.-,  and  the  tax  is 
designed  to  subserve  a  work  whith  it  is  supposed 
will  redotmd  to  local  advantage. 

7  th.  In  questions  of  policy  ,>so  jfar  as  is  compati- 
ble with  law,  the  decision  of  tht  majority  must 
control,  and  to  this  the  minority  tnust  yield.  The 
majority  in  this  case  have  by  th^r  duly  constitut- 
ed authorities  sanctioned  the  imfiosition  of  the  tar 
now  complained  of,  and  they  wefe  the  legitimate 
judges  in  regard  to  its  expediencjj. 

A  decision  in  this  case  may  be^  expected  in  Sep- 
tember, when  the   Supreme  cotrt  will  meet  at 


pass  a  taxing  ordinance,  it  would  seem  rather  a 
safeguard  against  oppression  than  the  reverse,  to 
qualify  the  power  by  requiring  it  to  be  recognized 
with  the  approbation  of  a  majority  of  those  who 
are  to  bear  the  burden."  They  rely  on  the  fol- 
lowing cases  :  Burgess  vs.  Pue,  12  Gill.  191,  7 
Western  Law  Journal  220  ;  Parker  vs.  Common- 
wealth, 6  Bair.  .507  ;  8  Ibid.  395  10  Ibid.  216 ;  Rice 
vs.  Foster  14  Harrington  495.  They  also  refer  to 
the  Act  of  Congress  of  0  July,  1846,  in  which  tie 
question  of  retrocession  of  Alexandria  to  Virginia 
was  submitted  to  the  people  of  th.lt  place  ;  and  to 
several  acts  upon  the  statute  books  of  Louisiana. 
The  Court  expressed  their  surprise  tliat  such  legis- 
lative caution  should  be  a  matter  of  reproach. 

In  the  case  above  mentioned,  the  Court  have  al- 
so came  to  the  conclusion  that  the  Legislature  may 
authorise  a  municipal  authority  to  subscribe  to  a 
Railroad. 

CAN  LOCAL  CORPORATIONS  SUBSCRIBE  TO  RAILROADS 
NOT  WITHIN  THEIR  LIMITS  1  I        ! 

This  question  has,  during  the  past  week,  be^n 
not  only  v(^y  wannhj  but  also  elaborately  discus- 
sed in  Philadelphia,  before  the  Supreme  Court  of 
Pennsylvania,  by  several  of  the  ablest  Counsel  of 
that  city.  The  cases  in  which  this  discu.ssioji  oc- 
curred were  those  of  the  Philadelphia,  Easton  and 
Water  Gap  railroad  company,  and  the  Hempfield 
railroad  company.  In  the  former  case  the  city  of 
Philadelphia  had  subscribed  to  the  amount  of  a 
million  of  dollars  in  pursuance  of  an  Act  of  the 
Legislature,  and  had  issued  their  bonds  according- 

ly. 

Certain  citizens  invoked  the  equitable  powers 
of  the  Court,  in  order  to  enjoin  the  corporation  of 
Philadelphia  from  laying  taxes  in  order  to  carry 
out  the  enterprise  in  question. 

The  principal  points  urged  by  Mr.  Brewster,  in  '  pjftehurt 
behalf  of  the  petitioners,  were  the  following  : 

1st.  The  sole  power  of  laying  taxes  for  matters 
ot general  utility  belongs  to  the  Legislature.  The 
Legislature  have  no  right  to  transfer  this  authori- 
ty or  to  delegate  it  to  any  other  body.  And  the 
road  in  question  would  be  of  no  s^K^cial  benefit  to 
Philadelphia.  ,  ,  |     } 

2d.  The  effect  of  the  tax  in  question  will  be  to 
take  away  the  private  propertyof  citizens  without 
comjiensating  them  therefor.  It  matters  not  wheth- 
er their  money  be  taken  or  their  land.  In  either 
case  compensation  is  necessary. 

tion  is  to  be  given  to  the  citizens  of  Philadelphia  A  line  bisecting  an  angle  and  tqually  dividing 
in  this  easel  Suuply  the  opinion  of  the  Legisla-  the  area  of  an  equilateral  triangl^,  in  other  words 
ture  that  the  Water  Gap  road  would  benefit  them ,  a  perpendicular  raised  midway  o(the  base,  is  "806- 
ultimately.  025  the  length  of  a  side. 


TrtaMglas. 

We  do  not  recollect  of  having  ever  seen  any 
rule  for  obtaining  the  length  of  side  of  an  equi- 
lateral triangle  of  known  area.  Although  a  sim- 
ple problem,  aftd  perhaps  of  bu^  occasional  use, 
we  have  arranged  a  convenient  ^ule  for  its  solu- 
tion, i  j 

To  obtain  ihii  length  of  side  of4n  ei/vilaleral  tri- 
angle, the  area  i>eing  giren. — Multiply  the  area  by 
'57735,  and  take  twice  the  squar4  root  of  the  pro- 
What  compensa- '  duct  for  the  length  of  side. 
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liooomotlve    Englneif. 

To  THE  Editor  or  the  Am.  R.  R.  Jo(JriIal 

Dear  Sir  : — My  attention  has  beei^  ci  Jled  to  an 
article  in  your  Journal  of  July  16j  i  »pparently 
fix>m  a  disinterested ,  visitor  to  the  Rt  pair  shop 
of  the  Boston  and  Providence  railroad  company. 
From  the  reading  of  it,  I  think  the  jwrjter  must 

Annual 
corrobo- 


give  us  as /ocfs,  statements   which  ith  s 
Report  of  this  company  for  1852  do  bo 


Soon  after  the  publication  of  the 


ports  of  the  railroad  corporations  f|>r 

the  Legislature,  I  was  induced  to  c(^m  >ile  a  ta 


We  of  the  cost  per  mile  for  running 
roads  which  center  in  Boston.     Amojig 


I 
and  ith 
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Annual  Rc- 
1852,  by 


larger 


ihe 

them  was 

.  Lccording 

niles  run 

cost  of 

mile,  or 


So  far  as  the  acknowledged  means  of  superiority 
are  considered,  and  without  which  engines  are 
not  economically  worked,— tight  boilers  and  tubes, 
good  grates,  tight  dampers,  good  condition  of 
bearings,  and  of  tires  ; — correct  adjustments  of 
valves,  large  steam  room,  steam  passages  and  ex- 
haust openings,  — these  engines  possess  them  all 
Nor  did  the  writer  of  the  article,  to  which  "  Can- 
dor "  refers,  ever  receive  any  statement  of  the  size, 
condition  or  economy  of  these  engines,  but  has 
given  them  as  the  results  of  his  own  observation 
and  measurement. 
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consump- 


Ihe  Boston  and  Providence  railroad, 
to  their  report,  the  whole  number 
by  them  in  1852   was  283,920 
fuel  $63,902  60,  about  22>^    cents  bei 
$9  23  for  fuel  for  a  single  trip  over  tpei  •  road  41 
miles  long.    Now  if  J^  of  a  cord  be  lth<  ir  allow- 
ance it  must  be  high  cost  wood.    Assimiing  their 
wood  to  cost  them  when  ready  for  usej 
cord,  about  a  fair  price,  their  averaa 
tion  must  have  been  quite  10  feet.  The  writer  of 
the  article  alluded  to,  in  his  table  or  c  ilculrtion 
gives  us  the  capacity  of  the   Tenders    or  wood. 
The  engines  used  on  their  passengerjtn  ins  I  find 
average  nearly   \}^  cord,  and  ray    bbiervations 
lead  me  to  think  that  this  is  nearer  tpe   quantity 
consumed  by  them   on  each  trip  than  %    cord. 
Neither  do  they  run    five  eight  whe^l  ( ars  each 
trip  as  the   writer  has  been  informedi     The     ar- 
ticle alluded  to  ]oo)i.s puffy,  though  prdbably  with- 
out design  on  the  part  of  the  author. 

In  my  table,  spoken  of,  I  took  11  Roais  and  if 
I  am  correct  the  Boston  and  Providence,  although 
they  charge  nothing  to  new  locomotives  to  cover 
depreciation,  they  stood  No.  6;  in  rep^^in  of  pas- 
senger cars  No.  2  ;  in  freight  cars  Nc .  ■: ;  cost  of 
fuel  No.  9  ;  cost  of  waste  No.  8  ;  cost  of  oil  No.4. 
I  make  this  statement  to  correct  ary  wrong 
impressions  that  may  be  gathered  frpm  the  ar- 
ticle alluded  to,  and  with  this  am  done. 
■ ,     I  C  .ndor. 

The  statement  of  the  consumptioi  of  fuel 
being  ^4  cord  per  trip  was  not  given  a^  1  he  aver- 
age for  each  engine  but  was  the  actual  <  onsurap- 
tion  of  the  "Neponset"  on  several  tripd  wfcere  the 
writer  of  the  article  referred  to  was  upjon  that  en- 
gine. A  train  of  five  eight  wheel  cari  u  as  drawn 
in  each  case,  viz  :  three  first  class  pasfietger  cars, 
one  second  class  car,  and  one  baggage 
though  two  first  class  passenger  car$, 
other  cars,  may  be  a  more  usual  traip. 

The  writer  of  the  article  in  the  Jonrta 
16,  is  tolerably  well  informed  on  the  s4bject  of 
locomotives,  and  has  made  comparipoi  s  of  the 
Boston  and  Providence  engines  with  jthc  se  upon 
the  other  principal  roads  running  outj  ol 
The  Griggs  style  of  engine  is  in  his  opii^io  1  a  cheap 
durable  and  economical  style  of  engin^  f  )r  an  in 
side  connection,  as  much  so  as  is  in  lise 
road ,  and  more  so  than  the  styles  adopted 
roads.  The  Boston  and  Providence  eiigi  les  were 
charged  with  extraordinary  expense?  ast  year 
from  the  failure  of  elcren  cranks  owint  t  holly  to 
unsound  iron  or  bad  welding,  for  !  w  lich  the 
master  of  machinery  was  not  respoiisil  le.  The 
Griggs  engines  are  thoroughly  built  anfi  |ire  kept 
in  an  excellent  working  condition. 
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North  Carolina  Railroad. 

The  Wilmington  Herald  contains  a  copy  of  the 
recent  report  of  this  company,  presented  at  their 
annual  meeting  at  Salisbury,  N.  C,  July  14th. 

It  states  that  from  the  date  of  the  last  annual 
meeting  to  December  last,  $600,000  had  been  paid 
in  by  individual  stockholders,  upon  which  event 
the  state  had  made  its  subscriptiot  of  $2,000,000, 
of  which  $500,000  have  also  been  paid. 

The  construction  of  the  road  is  rapidly  progress- 
ing, the  iron  and  a  part  of  the  equipments  being: 
contracted  for,  all  of  which  will  be  delivered  in 
season. 

It  was  decided  by  the  stockholders  to  commence 
immediately  the  extension  of  the  branch  routes 
from  Qoldsboro  to  Beaufort  on  the  cast,  and  from 
Salisbury  to  the  Tennessee  line,  on  the  west  end 
of  the  line.  The  whole  amount  of  iron  necessaiy 
for  the  track  of  the  eastern  division  has  been  pur- 
chased, and  4000  tons  also  for  the  western  end  of 
the  road  which  is  to  be  delivered  at  Charleston, 
from  which  place  it  can  be  transported  to  Char- 
lotte, the  western  terminus  of  the  North  Carolina 
work,  by  the  Souih  Carolina  railroatl. 

Maj.  (Jwynn  has  been  re-appointed  chief  engin- 
eer at  a  salary  of  $5,000,  and  is  directed  to  super- 
intend the  surveys  of  the  roads  east  and  west  at  a 
salary  of  $3,000,  in  addition  to  the  $5,000.     It  is 
understood  that   Major  Gwinn  is  to  i-eside  perma- 
nently in    North  Carolina. 
The  officers  of  the  road  are  as  follows : 
John  H.  Morchead,  President. 
Cyrus  P.  Mendenhall,  Secretary  and  Treasurer. 
Walter  Gwynn,  Chief  Engineer. 
Directors. — Wro.  H.  Washington,  Rob't  Strange. 
Jr.,  W.  T.  Dortch,  N.  G.   Rand,    Samuel  Phillips, 
Robert  P.  Dick,  Samuel  Hargravo  Chas.   F.  Fish- 
er,— appointed  by  the  Governor.     Dr.  F.  J.  Hill, 
John  M.  Morchead,  Francis  Fries,  D.  A.  Davis,  el- 
ected by  the  stockholders. 

Progress  of  Ileiv  AVorks. 

The  rapid  progress  of  our  railroad-s  is  a  gatify- 
ng  fact,  not  only  as  an  evidence  of  what  we  are 
accomplishing,  but  from  the  increased  strength 
that  each  line  of  new  road  adds  to  the  whole  sys- 
tem. In  a  few  months  more,  unbroken  lines  of 
roads  will  touch  the  Mississippi  at  three  points — 
Galena,  Rock  Island,  and  Alton,  near  St.  Lou- 
is, in  the  west.  Every  part  of  Ohio  and  Indiana, 
and  the  settled  portions  of  Michigan  are  penetra- 
ted by  railroads.  Illinois  and  WiscotiSin  are  alive 
with  their  construction,  and  the  former  will  soon 
have  as  many  miles  as  any  State  in  the  Union.  A 
person  may  now  go  by  railroad  from  New  York  to 
central  Kentucky.  Further  south,  the  Nashville 
and  Chattanooga  road  is  on  the  eve  of  being  com- 
pleted, which  will  give  easy  access  to  the  capital 
of  Tennessee.  In  the  south,  a  junction  is  about 
being  effected  between  the  railroads  of  Georgia 


and  Alabama,  thus  avoiding  all  staging  between 
Savannah  and  Mobile  and  New  Orleans.  The  Wil- 
mington and  Manchester  road  is  fast  approaching 
completion,  and  will  supply  the  very  important 
link  wanting  to  connect  the  northern  and  southern 
systems.  All  the  unfinished  lines  referred  to  are 
so  far  advanced  that  they  ofler  but  little  impedi- 
ment to  the  free  course  of  travel,  and  the  traveller 
may  now  visit  nearly  every  important  local- 
ity in  the  United  States,  by  railroads,  assisted 
in  some  few  instances  by  steamboats  over  good 
navigable  water  courses.  The  cost  of  travelling, 
too,  is  diminished  in  proportion  to  the  increased 
facilities  for  movement,  and  the  productiveness  of 
our  works  is  augmented  neaily  in  the  same  ratio  ; 
and  more  than  all,  the  vastly  diminished  cost  of 
transportation  is  adding  just  so  much  to  the  avail- 
able capital  of  the  country.  We  have  now  reach- 
ed a  point  in  the  progress  of  our  roads  at  which 
our  roa'ls,  a.s  a  whole,  arc  entirely  ^afo  from  the 
eSkct  of  a  stringent  money  market.  They  have 
advanced  so  far  as  to  form  parts  of  a  great  sys- 
tem, in  which  each  road,  and  every  additional  mile 
opened,  adds  to  the  business  of  all  the  others  that 
comprise  it.  "         |  1 


Franklin,  Pickaway  au<l  Koss  Comity 
Kallroad. 

The  Circleville  lleraM  lias  a  well  digested  article 
on  the  importance  of  this  road  : 

It  is  believed  that  a  road  could  be  built  from 
Columbus  to  Chillicothc  for  $20,000  per  mile,  and 
that  the  enhanced  value  of  property  along  the  line 
would  more  than  pay  for  the  cost  of  construction  ; 
and  that  a  business  in  this  valley  adetiuate  to  the 
support  of  a  railroad  does  exist,  no  one  will  dis- 
pute. 

The  road  can  therefore  be  built  for  $900,000 
the  distance  between  the  two  i>oint8  being  forty- 
five  miles. 

In  the  construction  of  railroads  in  the  west,  it 
has  become  the  universal  custom  to  borrow  a  con- 
siderable portion  of  the  means  ;  and  in  the  adop- 
tion of  this  plan,  a  road  that  will  cost  $20,000  per 
mile  is  considered  by  capitalists  as  suflicient  secu- 
rity for  a  loan  of  $10,000  i>er  mile.  Such  being 
the  case,  it  is  necessary  then  to  raise  only  $450,000 
along  the  line  of  the  road,  to  build  it  and  put  it 
in  successful  operation — and  $450,000  can  be 
raised. 

Franklin  county  has  $14,542,672  taxable  prop- 
erty on  the  duplicate  for  the  year  1852,  and  can 
easily  raise  $2CO,C0O.  Pickaway  county  has  $9,- 
316,-145  for  the  same  year,  and  can  ra'se  $100,000. 
Ross  county  has  $11,810,731  on  the  dnjilicate  for 
the  same  year  and  can  raise  one  hundred  and  fifty 
thousand  dollars. 

By  a  law  passed  March  Ist,  1850,  the  commis- 
sioners of  Franklin  county,  (if  a  majority  of  the 
legal  voters  in  the  county  so  vote)  are  authorised 
to  subscribe  $25,000  to  the  road ;  and  the  city 
council  of  Columbus  is  authorised  to  subscribe 
$15,000  on  the  same  terms.  The  commissioners 
of  Pickaway  county,  by  the  same  law  and  upon 
the  same  conditions  are  authorised  to  subscribe 
$50,000. 

Judge  Slilwell,  of  Zanesville,  one  of  the  ablest 
jurists  in  the  state,  decided,  ia  the  case  of  Thomp- 
son against  Kelley,  that  the  present  constitution 
of  the  state  did  not  repeal  the  law  authorising  the 
vote  and  subscription  of  stock  by  counties;  that  the 
commissioners  had  power  to  subscribe  and  pay  in 
bonds,  etc.  This  was  a  case  testing  the  constitu- 
tionality of  subscription  by  the  commissioners  of 
Belmont  county  to  the  Central,  Ohio  railroad  com- 
pany. 

Should  the  commis&ioneis  of  Franklin  county, 
and  the  city  council  of  Columbus  subscribe  to  the 
amount  autlioiised  by  the  law  of  1850,  it  then 
leaves  only  $160,000  to  be  raised  by  private  sub- 
scriptions in  that  county,  and  with  a  valuation  of 
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over  S15,000,000,  as  it  will  be  this  year,  Franklin 
county  can  nearly  raise  that  amount.  And  should 
the  commissioners  of  Pickaway  county  subscribe 
S50,000,  it  will  leave  only  $50,000  to  be  raised  by 
private  subscriptions. 

Railroad  Contracts* 

Our  Western  roads  have  some  queer  ways  of  do- 
ing things,  which  appear  to  us  to  be  a  little  too 
much  o{  the  flash  order,  to  inspire  respect  for  their 
projects,  or  confidence  in  the  managementof  them. 
We  refer  to  the  manner  in  which  they  often  make 
contracts  for  the  construction  of  their  roads.  It 
often  happens  that  one  is  no  sooner  projected  than 
a  contract  is  made  in  gross,  for  the  whole  work, 
before  even  an  engineer  has  put  his  foot  in  the 
field.  Of  course  nothing  can  be  known  of  the  route 
nor  the  cost  of  the  proposed  work.  When  contract 
prices  are  made  to  depend  upon  quantities  of  earth 
or  rock  work ;  or  upon  a  given  number  of  yards  of 
masonry,  with  proper  specifications  as  to  the 
manner  in  which  the  work  shall  be  done,  contracts 
may  be  made  with  greater  safety  and  propriety. 
But  when  they  are  taken  at  a  gross  sum,  or  at  so 
much  per  mile,  before  the  first  step  has  been  tak- 
en to  ascertain  what  the  actual  cost  is  to  be,  it  is, 
it  strikes  us,  inverting  the  regular  order  of  busi- 
ness. People  who  set  to  work  to  build  a  raihroad 
with  their  own  means,  generally  ascertain  what  is 
to  be  done  b«fore  commencing  work ;  upon  the 
same  principle  that  a  carpenter  precedes  the  work 
of  the  construction  of  a  house  by  a  definite  plan. 
Now  we  think  that  the  eclat  gained  by  the  repu- 
tation of  having  a  road  under  contract,  is  fliore 
than  offset  by  the  suspicion  which  is  often  created 
on  the  part  of  the  public  that  a  little  more  ap- 
pears than  exists. 

In  old  times  it  used  to  be  thougt  quite  an  under- 
taking to  prepare  a  line  of  3  or  400  miles  for  con- 
tract ;  a  work  frequently  requiring  two  or  three 
years.  It  was  also  always  considered  that  every  dol- 
lar well  spent  in  surveys,  often  saved  ten  or  twenty 
fold  as  much  in  construction.  But  this  old  way  of 
doing  things  is  quite  exploded.  It  happened  in 
two  or  three  instances  quite  recently  that  the 
first  time  we  ever  heard  of  an  extension  line  of 
road,  was  when  we  were  told  it  was  under  con- 
tract !  This  is  making  great  haste,  though  but 
little  speed,  the  great  mass  are  old  fashioned  still, 
and  will  require  things  to  go  in  the  old  way,  and 
meet  their  approbation.    •'  A  word  to  the  wise," — 

etc.  

Cle'relandandSt.  Ijomis  Railroad*  Co* 

We  learn  that  the  stock-  holders  in  the  Cleve- 
land and  St.  Louis  Railroad  company  have  orga- 
nized by  electing  Israel  Dille,  of  Newark  ;  B. 
Barker,  of  Cleveland  ;  J.  G.  Hussey,  of  Cleveland; 
H.  GriBwold,  of  Cleveland;  H.  N .  Day,  of  Hud- 
son, H.  H.  Dodd,  of  Toledo;  and  T.  H.  Binckley. 
of  Lima,  Directo?s  ;  and  the  Board  of  Directors 
have  elected  Israel  Dille,  President  ;  B.  Baker, 
Vice  President ;  and  H.  B.  Spellman,  Secretary. 
Erastos  Hopkins,  of  Mass.,  has  been  appointed 
General  Agent.  The  principal  office  of  the  company 
will  be  established  in  Cleveland. 

The  board  of  directors  to  construct  the  portion 
of  the  line  in  Indiana,  consists  of  Erastns  Hopkins, 
of  Mass.,  president ;  Gov.  Wright,  of  Indianapolis ; 
J.  G.  Davies,  of  Parke  county,  Ind ;  Wm.  J.  Coffin, 
of  Parke  county;  Wm.  H.  Harding,  of  Lafayette; 
H.  H.  Dodd,  of  Toledo ;  and  Israel  Dille,  of  New- 
ark. Wm.  H.  Harding,  secretary ;  E.  M.  Benson 
of  Moatezoma,  treasurer, 


The  capiUl  stock  of  the  company  is  to  be  SIO,- 
000,000.  The  Ohio  and  State  Journal  says  that 
Mr.  Hopkins  has  already  issued  $8,000,000  for  the 
project  in  New  England  alone !  If  this  be  the  case 
we  advise  Mr,  Hopkins  to  get  through  this  job 
with  the  least  possible  delay.  We  know  of  com- 
panies that  would  gladly  hire  him  at  a  salary  of 
$1,000,000  a  year,  and  half  oi  the  profits 

Should  this  company  succeed  in  making  its  way 
through  the  net  work  of  railroads  that  surround 
Cleveland  for  a  distance  of  150  miles  without  tread- 
ing upon  their  neighbors  toes,  and  push  on  to  Alton, 
they  will  there  come  to  a  dead  halt.  Alton  is  the 
pivot  around  which  the  State  System  moves,  and 
in  the  opinion  of  her  people,  the  central  point  m 
creation.  In  conformity  with  this  idea  the  pre- 
sent city  council  solemnly  resolved  that  no  rail- 
road shall  be  built  connecting  her  with  St.  Louis ! 
They  declared  that  not  even  the  right  to  build 
such  a  road  existed.  To  call  the  above  project  a 
Cleveland  and  St.  LouisvodA,  therefore,  is  a  decep- 
tion, "an  attempt  to  obtain  a  good  name  under 
false  pretences."  If  the  Altan  lawyers  are  correct, 
no  right  exists.  We  also  think, — when  the  jiub- 
lic  find  that  the  above  road  is  not  a  St.  Louis  road, 
after  all,  and  that  they  cannot  get  nearer  than  20 
miles  to  that  city  by  it, — they  will  be  a  little  cau- 
tious how  they  go  into  it. 

But,  should  a  road  be  eventually  built  from  Al- 
ton to  St.  Louis,  there  will  be  a  shorter  route  be- 
tween that  city  and  Cleveland  than  the  one  propo- 
sed, and  taking  all  Ihe  important  towns  in  its  way. 
Upon  the  short  route,  a  railroad  exists  for  more 
ihan  two-thirds  the  distance,  and  the  balance  is 
soon  to  be  built.  In  the  face  of  t.uch  facts,  the  friends 
of  this  road  must  have  a  mighty  good  appetite  for 
railroading ;  and  pretty  good  courage,  to  construct 
a  around  road  the  circle,  when  the  chord  is  already 
occupied.  But  if  $8,000,000  of  stock  be  already 
obtained  in  New  England  for  the  new  work,  it  is, 
we  presume,  too  late  to  remonstrate,  as  the  Irish- 
man said  to  the  chicken  that  was  already  halfway 
down  his  throat  in  lieu  of  what  was  intended  to  be 
a/rcsAegg!  , 

Mempbla  and  Charleston  Railroad. 

We  learn  from  the  Memphis  Enquirer  that  the 
work  is  progressing  finely  on  the  section  of  this 
road  beyond  LaG.  ange.  There  are  about  800  men 
at  work  now  on  the  first  23  miles,  and  additional 
laborers  go  up  from  Memphis  with  almost  every 
train.  All  the  heaviest  work  is  now  begun,  aod 
the  Enquirer  expects  soon  to  be  able  to  announce 
that  the  work  is  in  actual  progress  on  every  sec- 
tion of  the  eqtire  43  miles.  Even  at  this  dull  sea- 
son the  number  of  p^issengers  over  the  road  will 
average  not  less  that  150  daily. 

The  iron  is  laid  down  on  the  Sommerville  branch 
for  a  distance  of  about  four  miles,  and  the  wo  k  is 
progressing  well.  The  cars  will  be  running  over 
it  about  the  middle  of  September. 

Fremont  and  Indiana  Railroad. 

We  learn  from  the  Freemont  Journal  that  the  con- 
struction of  the  whole  line  of  this  road  has  been 
let  out  to  Messrs  Shoemakers  and  Doolittlc.  They 
are  energetic  contractors,  and  the  work  will  be 
rapidely  prosecuted.  The  road  extends  from 
Fremont  to  Lima,  in  Allen  county,  where  it  con- 
nects with  the  road  now  in  course  of  construction, 
from  Dayton  to  Toledo  ;  and  it  is  proposed  to  ex- 
tend the  road  to  Union,  on  the  Bellefontaine  and 
Indianapolis  road,  making  important  connections 
at  this  place  with  the  west  and  south-west,  and 
aftbrding  the  most  direct  route  from  that  point  to 
Cleveland.  At  Fremont  the  road  connects  direct- 
ly by  lines  already  finished,  with  Cleveland,  To- 
ledo aud  Sanduflky. 


Hewr  a^d  Intportant  Ptojcet*  | 

We  have  the  pleasure  of  stating  that  a  distio- 
guished  railroad  contractor,  who  was  never  knoim 
to/ai7,  has  just  [closed  a  contrac|  for  a  railroad 
from  Bellccrntrc}  Ohio,  to  the  Noiih  Pole.  The 
contract  cmbra<tes  graduation,  masonry,  super- 
structure and  equipment ;  and  is  taken  at  rates 
remarkably  favorable  to  aU  parties.  The  con- 
tractor has  come  under  bonds  to-  have  the  work 
done  in  season  fbr  the  return  of  3ir  John  Frank- 
lin and  his  party;,  and  takes  one-tk^d  of  his  pay  in 
stock.  To  avoid  tunnelling,  a  lev4l  above  the  or- 
dinary elevation  of  the  country  Ifill  be  adopted. 
It  is  expected  that  in  this  manner,  aisufficicnt  speed 
may  be  obtained  Xa  jump  all  the  ^ater  courses, — 
thus  saving  the  necessity  for  bribes.  The  first 
d%ision  of  the  rOad  is  to  be  completed  in  season 
fot  the  "fall  business."  It  is  beliered  that  it  can- 
not prove  less  thim  a  12  per  cent,  stbck.  We  learn 
that  the  President  of  this  companj-  is  now  on  bis 
way  to  this  city  jivith  a  large  amoiint  of  bonds  for 
sale.  It  is  belieied  they  will  be  iivorite  securi- 
ties in  the  English  market,  as  tbisivork  must  save 
that  country  a  gijeat  deal  of  money,|n  her  attempts 
to  discover  the  ^ole.  All  that  her  navigators  will 
have  to  do  hereaifler,  will  be  to  follow  the  line  of 
the  above  road,  to  find  the  object  df  their  hitherto 
fruitless  enquirie^.  Too  much  prfiise  cannot  be 
awarded  the  enterprising  parties  ^ho  have  thii 
project  in  hand,  for  the  prompt  anid  business-like 
manner  in  which  they  brought  it  Into  its  present 
prosperous  condition.  I  | 

Valuable  ^Tot-k  on  Mcci&anicai  dravrlnc.  ■  1 

Blackie  &.  Soni,  the  enterprising  Glasgow  pub- 
lishers, have  conJm<nced  the  publication  of  ano- 
ther of  their  usefiil  and  admirabl^  seriel  wiM-ks , 
called  the  Engineers'  and  Machiiists  Drawing 
Book,"  "comprising  Linear  Drawing — Projections 
— eccentric  curves — the  various  forms  of  Gearing 
— Reciprocating  Machinery — Sketdiing  and  draw- 
ing from  the  Machine — Projection  of  shadows — 
tintihg  and  coloring — and  perspective." 

The  New  Yor^  Agent  of  the  h^uee  of  Blackie 
&  Son,  George  Tiylor,  Esq.,  117  Fulton  Street,  has 
placed  in  our  hadds  the  first  four  issued  numbers 
of  this  work  whi(  h  he  has  first  received  by  the 
Asia.  j 

The  value  of  a  work  so  full  of  practical  ideas 
and  detailed  instijuction  cannot  be  el^pressed  with- 
in the  length  of  a{  mere  book-noticd.  It  is  per- 
haps enough  to  s^y  that  it  is  arranged  and  re- writ- 
ten from  the  French  of  M.  Le  Blanc  and  M.  M. 
Armengand,  the  JTormer  a  close  and  instructive 
writer  on  the  drak^-ing  of  mecb&iiiclU  Engineering 
objects,  and  the  Utter  a  practical  professor  of  in- 
dustrial design.  tThe  work  is  superbly  illustrated 
by  steel  engraving  by  J.  W.  Lowry,  W.  A.  Beever 
and  others.  Thd  whole  work  is  in  a  style  cor- 
responding with  the  Engineers  and  Machinists, 
assistant,  and  Clark's  Railway  Machinery,  pub- 
lished by  the  san^e  house.  We  shall  recommend 
this  work  again  t4  students  of  drravfing.  Price  50 
cents  per  numben  To  be  completed  in  about  14 
numbers.  | I  1 

SneqnelkaAna    Railroad    Bridfe. 

We  see  it  stated  that  the  $800,000  additional 
stock  of  the  Philadelphia,  Wilmington  and  Balti- 
more Railroad,  created  to  meet  the  cost  of  bridg- 
ing the  Susqehanita  at  Ha\Te  de  Grace,  has  all 
been  taken,  and  lihat  the  work  of  erecting  the 
bridge  will  be  commenced  at  the  eat-liest  possible 
moment, 
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Atlanta  and  Lagrange  Railroad. — We 
aDQual  report  of  this  company,  showing 
ness  of  their  road  for  the  y<ar 
Dec.  31, 1862,  together  with  the  prcsqnt 
and  prospects  of  their  work. 

The  final  estimates  of  the  chief  engiieer  make 
the  road  and  fixtures  to  cost  $1,026,COO 
$806,000  has  been  paid,  leaving  a  balai  ce  yet  to 
be  expended  of  $220,000. 

This  sum  will  be  provided  as  follov  s : 

Bonds  authorised  and  not  issued 

Subscriptions  unpaid 

Surplus  profit  of  present  year  and  grwl 

ing  to  be  taken  in  stock,  say 


have  the 
the  busi- 
cnding, 
condition 


$144,000 
46,973 

29.027 


In  February  of  the  present  year,  the 
opened  to  Lagrange,  6434'  miles  from  thi 
with  the  Macon  and  Western  railroal. 


$220,000 
road  was 
junction 
knd  7I>^ 
miles  from  Atlanta.  It  is  expected  ,0  complete 
the  road  to  the  east  bank  of  the  Chat^ahpocheeby 
the  25th  of  December. 

The  gross  earnings  for  1852  are \^\ 

Expenses  of  operating  road  for  same 
time 


JI415 


Net  profits 

Average  length  of  road  in  use 

Cost  of  road  and  eciuipment  in  use.. 
Rate  per  cent  on  capital  employed. . . 

The  following  is  thetreasurer's  accoiin: 
May  20,  1853 : 
Dr. 

For  scrip  issued 

Cash  on  account 

Income  from  road  to  date 

Company  bonds 

Amount    due  to  individuals  on  ac- 

coimt 


3i6€4 


Cr. 
By  construction .... 

Iron, etc 

Locomotives 

Interest 

Road  expenses 

Incidental  expenses . 

Bills  receivable 

Balance 


J  94  3,554  22 


4,498  86 
4,898  96 


(9 


,599  89 

4  miles. 

,000  00 
M  4-100 

made  to 


1 

1^8 


,998  50 

6,677  84 

,483  64 

,000  00 


2,394  24 


I  48  5,539  14 
26P,618  03 
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Paorla  and  Oqnanrka  RalIroa<  I 

We  have  much  pleasure,  says  the  Peor  ia 
in   drawing  the   attention  of  our  readerp 
road.      The  energy  and  activity  shown 
contractors,  Messis.  Cruger,  Secor  &  Co. 
be  too  highly  recommended,  and  the  abi 
evinced  in  their  initiatory  steps  of  their 
leave  little  for  our  citizens  to  wish  for. 
the  names  of  the  gentlemen  to  whom  the 
been  awarded,  and  have  only  to  reOaatk 
a  better  selection  could  hardly  have  been 
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Sections  1  to  6,  inclusive,  Devin  &  Rttse  I 
"      7  to  8,       "  Maxwell  &,  D(  dge. 

9  to  10.      "  J.  B.  Warner  ^  1  Co, 

11  Dunn  &.  Ream  3y 

"       12  Smith  &  M  ;rr  I 

"      13  to  the  Illioois  Central  R.  1 1.,  [William 
Kellogg. 

Illinois  Central  to  Chicago  and  MisslssiJjpi  rail- 
road, J.  B.  Moss  &  Co.,  of  Bloomingtoo. 
Trestle-work  opposite  Peoria,  J.  Williatos. 
We  understand  that  the  contracts  for  t  lat  por- 
tion of  the  line  between  the  river  and  Wa  shington 
are  to  be  completed  by  the  first  of  Novjen  ber.that  , 
l>etween  Wasbingtoa  and  the  Dlinob  Oen  Iral  rail<  ^i 
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road,  by  the  first  of  January,  and  the  balance  by 
the  first  of  March  next.  .'. 

The   Columbus,  Plqua  and     Indiana    Rail- 
read   amd   it*  Connection*. 

We  informed  our  readers  a  few  weeks  ago,  ol 
an  agreement  made  for  an  extension  of  the  Colum- 
bus, Piqua  and  Indiana  Railroad  west  to  Marion, 
Indiana,  and  thence  through  Peru  to  Chicago.  We 
have  now  to  communicate  to  them  the  agreeable 
intelligence  that  the  first  link  in  this  chain  of  ex- 
tension (from  Union  to  Marion  a  distance  of  51 
miles)  has  been  let  to  contract — the  work  to  be 
commenced  within  sixty  days  and  completed  with- 
in two  years.  The  letting  took  place  at  Marion 
last  week,  and  the  whole  of  the  work  on  this 
fifty-one  miles,  including  the  furnishing  of  the 
iron  and  laying  down  of  the  track,  was  awarded 
to  a  company  of  gentlemen  at  the  head  of  which 
is  our  enterprising  and  energetic  townsman,  Jonas 
Ward,  Esq.  We  learn  moreover,  from  the  best 
authority,  that  the  amount  of  stork  subscribed 
upon  this  part  of  the  line  is  amply  sufficient  to 
insure  the  making  of  the  road  within  the  time 
contracted  for  ;  and  it  is  understood  that  that 
portion  of  the  line  lying  between  Union  and  Hart- 
ford— all  very  light  work — can,  and  probably  will, 
be  completed  and  run  long  before  the  day  speci- 
fied in  the  contract  for  completing  the  whole. 

From  Marion  to  Peru,  and  on  to  Chicago,  the 
line  will  be  immediately  surveyed,  and  it  is  quite 
probable  that  some  portion  of  it  will  be  let  to  con- 
tract before  the  close  of  the  season.  The  whole 
line,  as  our  readers  have  been  before  informed,  is 
to  be  under  the  control  of  the  Columbus,  P.  and 
Indiana  company,  to  be  run  by  them,  according 
to  a  contract  already  entered  into,  for  ten  years 
we  believe. 

In  addition  to  this  important  western  connect- 
ion, another  has  just  been  formed  by  the  C.  P- 
and  la.  Co.,  of  not  less  importance.  A  road  is 
now  in  process  of  construction  from  Marion  to 
Logansport,  Indiana,  which  is  to  be  continued  on 
through  the  State  of  Illinois  to  the  Mississippi 
river.  From  Marion  to  Logansport  it  is  to  be 
completed  within  two  years.  With  this  road  an 
arrangement  has  also  been  made,  by  which  it  is 
to  be  controlled  and  run  for  ten  years  by  the  Col- 
umbus Company. 

From  this  it  will  be  seen  that  our  east  and  west 
road  will  be  amply  provided  with  western  and 
north-western  connections  which  cannot  fail  to 
render  it  one  of  the  best,  if  not  the  very  best 
oast  and  west  road  in  Ohio ;  and  for  these  impor- 
tant connections  it  is  indebted  to  its  energetic 
and  indefatigable  president,  who  has  exerted 
himself  in  praiseworthy  manner  to  secure  to  his 
road  the  advantage  referred  to. — Piqua  Register 

Knoxville  and  DanT-IIIe  Railroads 

The  survey  of  the  route  of  this  proposed  im- 
provement is  completed.  The  line  passes  through 
the  counties  of  Knox,  Anderson,  and  Campbell  in 
Tenneesee,  and  Whitley,  Laurel,  Pulaski,  Rock- 
castle, Lincoln  and  Boyle,  in  this  State.  The 
Danville  Tribune  is  informed  that  the  line  through 
these  counties  measures  one  hundred  and  sixty- 
two  miles,  but  by  connecting  and  running  more 
directly  from  a  point  in  Whitley,  that  sixteen 
miles  of  the  distance  may  be  saved,  and  the  en- 
tire line  reduced  to  one  hundred  and  forty-six  miles. 
The  maximum  grade  on  the  line  run  is  fifty-two 
feet.  In  passing  the  Cumberland  mountain  at  Elk 
Gap,  the  grade  on  the  Kentucky  side  is  fifty  feet, 
and  on  the  South,  or  Tennessee  side,  it  is  thirty- 
four  feet.  The  entire  line  is  represented  as  a 
very  favorable  one,  as  to  grades,  cui-ves  and 
magnitude  of  work.  The  cost  of  construction,  it 
is  confidently  believed  by  the  engineers,  will  range 
between  $20,000  and  $26,000  per  mile. 

The  citizens  of  Pulaski  county  being  dissatis- 
fied that  the  town  of  Somerset  was  left  oflT  the  line 
by  the  above  survey,  have  fully  organized  the 
"  Danville,  Somerset  and  Knoxville  Railroad 
company,"  of  which  the  Boardof  Directors  have 
elected  Cyrenius  Wait,  Esq.,  President — The 
intention  is  to  secure  the  services  of  »  competeQt 


corps  of  engineers  and  make  an  accurate  survey 
of  the  proposed  route  through  Somerset  as  soon  as 
practicable. 


The  Lawrenceburg  Register  of  recent  date,  in 
speaking  of  the  Ohio  and  Mississippi  railroad 

The  work  on  this  great  road  is  progressing  in  a 
rapid  manner.  The  force  at  work  upon  the  road 
between  Cincinnati  and  the  Jeflersonville  road  is 
2,360  laborers,  309  mechanics  and  709  horses.  The 
10,000  tons  of  iron  purchased  for  the  road  is  be- 
ginning to  arrive  by  way  of  Quebec  and  Toledo. 
A  large  number  of  cars  are  on  the  company's 
grounds  below  Mill  creek. 
The  ".itizcnsofMeriwcther  and  Harris  counties  Ga., 
are  engaged  in  the  very  laudable  effort  to  build  a 
railroad  from  Grantsville  to  Hamilton,  passing 
through  Greenville.  Grantsville  is  on  the  Lagrange 
road,  10  miles  west  of  Newnan.  It  is  understood 
that  Harris  county  will  extend  the  road  to  the 
Muscogee  line,  if  assurances  are  given  thatit  shall 
be  continued  to  Columbus,  a  distance  of  only  ten 
or  11  miles.     The  road  is  60  miles  long. 

The  Metropolitan  railroad  company  are  before 
the  city  council  of  Boston  asking  the  right  of  way 
through  the  principal  streets  of  that  city. 

The  whole  line  of  the  Virginia  Central  railroad 
is  now  under  contract  as  far  as  Clifton  Forge.  An 
engine  has  been  transported  across  the  monntain 
to  convey  passengers  between  Waynesboro  and 
Staunton,  and  a  track  across  the  mountain  has 
been  finally  determined  upon,  and  by  Deeember  it 
is  calgulatcd  to  have  the  cars  running  through  to 
Staunton.  I 

The  track  of  the  Virginia  and  Tennessee  rail- 
road is  laid  to  within  about  three  miles  of  the  Big 
Spring.  They  expect  to  reach  Christiansburg  in 
October. 


Solid  Braaa  Tubes. 

The  American  Brass  Tube  company,  at  Somer- 
ville  near  Boston,  have  for  two  years  past  been  en- 
gaged in  the  manufacture  of  solid  brass  tubes  for 
locomotive  engines.  These  are  now  largely  used 
by  the  principal  locomotive  establishments  in  the 
country,  and  have  always  given  good  results.  The 
processes  of  manufacture  are  identical  with  those 
pursued  in  England,  where  the  brass  tube  has 
been  a  settled  fact  for  many  years.  The  advanta- 
ges of  the  solid  brass  tube  are  numerous  and  im- 
portant, and  among  which  the  following  are  snfii- 
cient  to  justify  their  general  introduction. 

1st.  Cheaper  in  first  cost. 

2d.  More  durable,  wearing  from  one-half  longer 
to  twice  as  long  as  copper  tubes. 

3d.  They  possess  a  highly  planished  surface, 
both  outside  and  inside,  and  are  found  in  conse- 
quence to  be  less  liable  to  attract  scales.  The  in- 
crustation of  tubes,  in  districts  where  water  im- 
pregnated with  lime  is  used,  is  a  great  diflSculty 
in  the  way  of  the  economical  working  of  engines, 
but  by  the  use  of  these  tubes  may  be  sensibly  les- 
sened. 

4th.  Having  no  joints  they  are  safe  against  burst- 
ing or  leaking. 

5th.  While  of  the  same  external  diameter  from 
end  to  end,  on  the  outside,  the  thickness  is  in- 
creased at  one  end  to  provide  for  the  increased  de- 
struction of  metal  nearest  the  surface. 

6th.  Being  very  stiff,  they  are  not  so  readily 
warped  or  sprung  by  the  pitching  of  water,  liber- 
ation of  steam  or  other  causes  operating  within 
Uie  boiler,  and  consequently  remain  much  tighter 
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within  their  tu'fte  sheets.  Notwithstanding  their 
hardness,  however,  they  may  be  easily  set  by  an- 
nealing their  ends  which  is  always  done,  and  when 
ordered  for  feed  pipes  for  the  force  pumps,  or  oth- 
er pipes  requiring  bends,  they  are  annealed 
throughout. 

The  Boston  Locomotive  Works  use  these  tubes 
exclusively,  while  many  other  builders  are  using 
them  in  large  lots  and  with  great  satisfaction. 

Atlantle  and  OIilo  RailroKd. 

The  Warren  (Ohio)  Transcript  states  that  the 
books  of  subscription  to  the  capital  stock  of  the 
Atlantic  and  Ohio  Railroad  Company  have  been 
opened.  That  paper  states  that  the  necessary 
papers  have  been  filled  at  Columbus  for  the 
organization  of  the  Company  with  a  capital  of 
S6,000,000,  and  that  the  project  has  been  plann- 
ed by  some  of  the  most  wealthy  and  energetic 
capiUlists  in  Ohio.  The  line  designated  is  to 
commence  on  the  Pennsylvania  Swte  line  in 
Franklin  county,  to  Columbus,  and  thence  to  the 
Ohio  river,  connecting  with  the  Maysville  and 
Lexington  road.  Lexington  and  Danville  in  Ken- 
tuckey,  are  points  of  rjidiation  from  within,  by 
roads  now  in  course  of  erection.  Charleston,  S.  C. 
Savannah,  Mobile,  Nashville  and  Louisville  will 
be  reached  in  the  most  direct  lines  possible. — 
With  chatered  rights  now  in  reach  in  Pennsyl- 
vania, to  connect  with  the  Sunbury^and  Erie  and 
the  Cattawissa  and  Easton  roads,  a  line  will 
be  formed  with  a  saving  of  Distance  to  New 
York  and  Philadelphia  of  at  least  one  hundred 
and  fifty  miles,  and,  with  connections  now  in  pro- 
gress of  construction,  will  give  a  uniform  gauge 
from  New  York  and  Philadelphia  to  the  great 
South,  Cincinnati  and  Chicago. 


Mlcltlgan  Central    Railroad. 

The  Central  Railroad  Company  have  made 
their  annual  report  to  the  Stockholders,  from 
which  we  gather  the  following  statistics  and 
statements.  The  report  states  foe  the  year  end- 
ing Slst  May,  1853,  the  gross  receipts  have  been — 

For  Passengers  $690,997  67 

For  Freight 497,183  35 

For  Miscellaneous 61,366  79 


Operating  Ex. 


1,145,537  71 
,    566,721  98 


Leaving  net  Receipts $682,815  73 

Surplus  from  last  year 2,158  39 


Interest. 


684,974  12 
279,309  57 


Dividend  1862,  8  per  cent. 320,000  00 

By  Mr.   Uptons  Circular  of  December,  1862,  it 
will  be  seen  that  there  had  been  earned 

For    the  financial  year $323,736  54 

The  dividend  then  declared,  of 320,000  00 


Lefl  a  surplus  of S3,736  54 

From  which  it  results  that  one  winter's  receipts 
have  been  $18,070  99  less  then  interest  and  ex- 
penses. 

It  should  be  stated  that  while  the  road  has  been 
ninning  about  twenty  per  cent,  more  distance, 
than  the  previous  year,  at  a  large  increase  of  ex- 
pense, it  has  also  had  to  contend  for  the  first 
time  with  a  competitor  enjoying  the  advantage  of 
a  continuous  Railroad  communication  with  the 
seaboard  and  Ohio  River. 

During  this  year  of  severe  competition,  unaided 
by  the  connecting  lines  East  and  West  of  us,  upon 
which  we  can  hereafter  rely,  our  through  passeng- 
er business  has  fallen  off  only  about  $46,000.  Our 
way  passenger  receipts  have  increased  about  $54,- 
000  and  our  freight  receipts  have  increased  about 
^8,000  making  $132,000.  It  is  now  rendered  cer- 
tain that,  by  means  of  the  Aurora  and  Illinois  Cen- 
tral Roads,  we  shall  this  autumn  open  a  direct 
communication  with  from  200  to  800  miles  of 
railroad  towards  the  Southwest,  -.^ 


The  New  Albany  Company  have  sixty  miles  in 
operation,  from  which  we  have  as  yet  derived 
little  benefit.  We  are  assured  that  the  whole  road 
from  Michigan  City  to  the  Ohio  will  be  opened 
within  the  year. 

The  Great  Western  Railway  has  not  advanced 
so  rapidly  as  we  were  led  to  expect,  and  with  so 
much  work  remaining  to  be  done,  the  time  of  its 
completion  cannot  be  relied  upon  with  absolute 
certainty. 

A  comparison  of  the  present  report  with  former 
official  report,  furnishes  the  following  data  as  to 
cost  of  the  road  and  the  present  debt  of  the  Com- 
pany : 

June,  1851.  June,  1852.  June,  1858. 
Capital    Stock. 
Mich.    Central. 
Co S2,638,00  $;3,237,500  $4,234,000 

BOND     ACCOUNT.  [        j 

Seven  per   cent. 
Unconvert.  Bds.    354,500 
Eight  per  cent. 
Unconvert.  Bds.  1,142,950 
Eight  per  cent. 
Convertible  Bds.2,305.500 
Bills  payable...    191,388 
Income  Account      76,312 
Six     per     cent. 
(Sterling)      Un- 
conyertible  Bds. 
Unpaid       Divi- 
dends  


160,000 

1,184,950 

2,621,000 

949,579 

2,153 


69,000 

1,122,700 

2,339,000 
631,176 


486 


1,512 


463,613 

■I- 
344 


Total $6,709,187    $8,156,700  $8,856,834 

Increase  in  two  years  of  total  cost,  as 
represented  by  stock  aud  debt $2,160,647 


*  Income  account  deficient,   $14,335  45. 

Estimating  the  road  as  being  280  miles  in 
length,  the  cost  per  mile  is  about  $31,600.  This 
includes  $253,000  reported  as  paid  upon  the 
$500,000  of  stock  taken  by  the  Central  Company 
in  the  stock  of  the  New  Albany  and  Salem  Rail- 
road Company. 

For  the  foregoing  statement,  it  appears  that  in 
June,  1851,  the  Income  Account  of  the  Company 
was  in 

Credit $76,312 

In  June,  1853,  it  was  in  Debt 14,336 


Total $90,647 

Consequently,    the  Company  has    within    the 
past  two  years  made  dividends  exceeding  by  $90, 
647  its  earnings  for  that  time.  j 


Nevr  Torlc  Central  Rallroad< 

The  directors  of  the  Central  road  met  in  .^ba- 
ny  on  the  28th  ult. 

Chauncey  Vibbard,  of  Schenectady,  was  ap- 
pointed General  Superintendent  of  the  road.  In 
Mr.  Vibbard  the  company  has  secured  the  servi- 
ces of  a  most  capable,  efficient  and  faithful  Super- 
intendent. As  Superintendent  of  the  Utica  and 
Schenectady  railroad,  he  established  a  reputation 
which  commended  him  strongly  to  the  consolida- 
ted company.  The  Board  was  unanimous  in  this 
selection, 

Carlos  Dutton,  the  excellent  Superintendent  of 
the  Rochester  and  Syracuse  railroad,  was  unani- 
mously appointed  Assistant  Superintendent.'  Mr. 
Dutton  is  to  have  charge  of  the  Old  and  Direct 
roads  between  Syracuse  and  Rochester. 

The  appointment  of  a  Superintendent  for  the 
Rochester  and  Buffalo  and  Rochester,  Lockport 
and  Niagara  Falls  roads,  was  referred  to  a  commit- 
tee. 

Steps  were  taken  to  double  the  track  of  the 
road  west  of  Syracuse  with  all  convenient  des- 
patch ;  and  the  Superintendents  were  directed  to 
put  the  whole  line  in  the  best  possible  running  or- 
der. 
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nd  Indiana  &a#lroad. 

The  Fort  W^ne  Sentinel  saysjthat  the  work  oh 
this  road  is  pre  gressing  very  favtorably,  aod  that 
notwithstandin  j  the  great  delaj  caused  by  the 
wet  weather  in  t!ie  spring,  thert  is  everj"  reason 
to  hope  the  whple  will  be  completed  and  the  cars 
running  to  Fort  Wayne  by  thelstof  January  next. 
More  than  two|thirds  of  the  iroa  has  arrived  at 
Montreal,  and  is  on  its  way  to  lake  Erie.  The 
road  will  be  cotopleted  to  Bucyras  by  the  last  of 
this  month,  when  tlie  track-layers  now  employed 
there  will  be  trjmsferred  to  the  crossing  of  the  Mad 
River  railroad.  Track-laying  will  be  commenced 
at  Fort  Wayne  ion  the  1st  of  nexi  month,  and  at 
Delphos  by  the!  1st  of  September^  The  grading  is 
so  far  progressed  that  noobs(ructk)n  is  anticipated 
to  the  laying  o^the  rails,  and  nothing  but  a  very 
unexpected  seal-city  of  hands  canjprevent  the  com- 
pletion of  the  work  by  the  closo  of  the  present 
year. 

4  - 

Laekawani^a  and  Bloomsbftrc  Railway. ~ 

E.  McNeill  hks  been  elected  Chief  Engineer  of 
the  Lackawanna  and  Bloomsbuiig  railroad  compa- 
ny, and  Chark'^  D.  Shoemaker,  Bfq.,  Treasurer. — 
This  road,  fromlPittston,  will  connect  with  the  Cat- 
awissa  road  at  Fishingcreek,  andjwith  the  Susque- 
hanna road  at  fciorthumberland  ♦r  Sunbury,  and 
will  thus  from  ^  part  of  the  Susquehanna  line  con- 
necting the  North  with  the  SouU).  The  Pittston 
Gazette  says  thiat  at  a  meeting  of|the  stockholden 
held  at  Pittstoilon  the  11th  inst.,  f'E.McNeil.Esq., 
Engineer,  presehted  a  report  of  the  survey  which 
be  has  recently  made  of  the  road^  The  estimated 
cost  of  the  road,  embracing  grading,  superstruct- 
ure, bridging,  tfirn  outs,  fumiturej,  engine  and  sta- 
tion houses,  locomotives,  and  everything  necessa- 
ry to  make  it  a  first-class  road,  {o  be  $2,162,00©. 
The  length  of  the  road  is  fifty-ifive  miles  from 
Scranton  to  Bl<k)msburg.  The  tUm  outs  necessa- 
ry for  the  use  <|f  the  road,  or  contemplated  in  the 
Engineer's  repbrt,  are  equal  to  four  miles  in 
length,"  J I  j 

IPaeUlc  RaUroa4« 

The  first  divibion  of  the  Pacificirailroad, extend- 
ing from  the  cfty  of  St.  Louis  to  Franklin  Station, 
a  distance  of  38  miles,  was  formiyly  opened  un  the 
19th  ult.,  and  lAade  the  occasion pf  a  public  cele- 
bration by  the  bompany.  j  1  j 
A  train  with  a  large  number  of  gtests  ran  through 

to  Franklin,  wbere  a  bountiful  entertainment  was 
provided.  Several  popular  spe4kers  were  pre- 
sent, j  ■     j 

Foond^jr  of  Basfe  and]L»bdelI. 

We  learn  that  the  damage  sustained  by  the  re* 
cent  fire  at  the  knachine  shops  of  Ithese  gentlemen 
will  not  interfere  materially  with  their  railroad 
wheel  business,  las  their  Foundry  was  not  injured. 
Their  "car  whefl"  and  "tire''  patterns  in  general 
use  were  not  destroyed,  and  orders  will  receive 
prompt  attention  as  heretofore.  They  are  now  re- 
building their  machine  shop  and  pattern  shop|r 
which  they  exi)ect  to  have  completed  during  thi^ 
month.  ' 


Ttae  New  Jersey   Locomotive 
and  Machine  Company, 

James  Jackson,  Presi,        Joh.-c  Brandt,  Sup'u 
PATERSON,  N.  J„ 

Will  execute  expeditiously  and  prov^Uy,  orders  tor 

LOCOMOTIVE    ENGINES, 

of  very  sMperior  quality  and  wodlmaniihip. 

The  Locomotives  buiit  uiiderthe  mana^;€<>ent  of  Mr.  Bbakdt, 
are  well  known  and  •eed  no  other  reference. 

Forgings  and  Catlings  for  Locoviotiv-Jti  Tetidera.  Whreti, 
Tire.  Axles,  Chairs,  etc.,  etc.  and  all  kin48  of  General  Loco- 
motive Work  done  it  the  ver>'  oeet  maouef: 

PatteteoD,  N,  i.,  August  2,  1851 
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Cardner^s  Rock  lirill 


l)r 


PakCe. 


A     'V 


iA 


Trinity  Buildii  ig, 


To  Contractors 


MILWAUKEE  AND  MISSISSIPPI  RAIL- 
BO  AD. 

THE  GRADING,  BRIDGING  andl  itASONRY 
for  the  Milwaukee  and  Mississppi  railroad 
from  Madison,  the  capital  ol"  the  stat«  to  the  cross 
ing  of  the  Wisconsin  river — a  distancs  cT  about  35 
miles — will  be  let  on  the  22d  day  of  jLu,  ^ust,  1853, 
to  be  completed  on  or  before  the  flrsi  d  ly  of  April 
1864 

The  line  will  be  divided  into  sectiofas  bf  about  1 
mile  in  length,  and  the  proposition  briJ  y  include 


b,- 


«' 


ii( 


Designed 
Miiiiat!.   iluH 
Rock  Kx(|av 
BrriptioJiP, 
which  a  ifivii 
l>or  cent  i^  m^do 
by  IIuihI, 
jiowcr. 

Appliriitio^ 
rial  RighlH 
niu.-<t  t>t!  t»a< 
otitoo. 

chlrio  is  !)>)«• 
ARTHLR 


Tunnelling, 

ry  Use,  and 

!  tionKofullde- 

tlie  US4'  of 

<if  60  or  7i 

o|ienit<'d 

r<e  or  i»tciun 


1  nd 


for  Tfrrito- 
Machines, 

to  the  Pat 
k'orkiiifT    M:i 
n  the  Crystal 
lUNER, 
S'cw  York. 


one  or  more  of  them.     About  twelve  |mi 


work  is  quite  heavy,  averaging  some : 30 ,000  cubic 
yards  per  mile,  which  will   make  ^ocd   Winter 
work 
It  is  also  the  expectation  of  the  rai 


ro  id  compa- 
ny to  have  the  location  of  the  balanci;  o  'the  road 

miles — 
ptember, 


to  the  Mississippi  river — about  sevqnt 


ready   for  letting  by   the  middle    ol 
1863. 

Contractors  will  find  this  a  desirable  vork,  the 
excavation  being  mostly  sand  and  gr;  ,vc  ,  besides 
it  is  easy  of  access,  and  '  through  a  he  ilthy  and 
well  watered  section  of  tl'e  state 

Propositions  will  also  be  received  ft  r  100,000 
CROSS  TIES,  delivered  anywhere  oi^  t  le  line  of 
the  M.  &  M.  R.  R.,  between  Milwaukee  and  the 
Wisconsin  river — to  consist  of  Whitd  ]  !urr.  Red 
Oak  and  Red  Elm ;  to  be  six  inches  in  thickness 
and  not  less  than  six  inches  face,  and  cig  it  feet  in 
length.  I 

The  plans,   specifications   and   proHlt^ 
ready  for  examination  on  and  after!  A 
1863.  A.  L.  CATLIN.ContrUcljor, 

EDWARD  H.  BRODH 


IAD, 

Chief  EAjcincer 


es  of  this 


will  be 
15, 


gust 


Notice  to  Contractoi  s. 

SEALED  proposals  will  be  received  b  y  the  un 
dersigned,   through   the   Post   Office   at  this 
place,  until  noon,  Wednesday,  August  17  ■ 
Grading  and  Masonry  of  the  Flemington 
extending  from  Lambertville  to  Flemington,  11)3 
miles. 

The  line  will  be  ready  for  inspectioi 
will  be  furnished,  and   profiles  exbibitel,  on  and 
after  August  12th. 

ASHBEL  WELCH,  Ei|gineer. 
Lambertville.  N.  J.,  July  28,  1853 


SIXTY  MILES  DTSTANCE  .SAVED!- 
AND  A  HALF  HOI^RS  TO  CHICAGO. 


Tl  [IRTY-SIX 


S  IA 


let  res 


-ONLTf 

GO.     1 

MICHIGAN  SOUTHER.N  RAILROAD  LINE, 
Great  Western  U.   S   Through  Mail— FOR  CHlCjAUO 
ST.  LOUIS,  MILWAUKEE,  RACINE   KEND 
Ports  on  Lake  Michigan.— Throtigh  from  Butlhlb  t( 
FOURTEEN  HOURS  WITHOUT  LANDINGJ 

The  following  magnlrtront  and  unequalled  i^te^niet's 
line  between  ButlUlo  and  Monroe  : 

E.MPIRE  STATE.  J.  Wilsos,  Comraander, 
Mondays  and  Thursdays. 

SOUTHERN   MICHIGAN,   A.   D.  PlRKlsi 
leaves  Buflblo  Tuesdays  and  Fridays. 

NORTHERN  INDIANA,  I.  T.  Pheatt,  Conim^ider, 
Buflblo  Wednesdays  and  Saturdays.  I 

One  of  the  atwve  splendid  steamers  will  leave 
Southern  Railroad   Line  Dock,  at  9  o'ekxk,  P.   BL 
(except  Sundays)  and  run  direct  through  to  Mor 
landing,  in  14  hours,  where  the  Lightnuig  Expre^  Irain 
in  waiting  to  take  passengers  direct  to  Chicago  in 
riving  tiext  evening  after  teaving  Buffiilo.  I 

THE  LAKE  SHORE  RAILROAD, 
runs  iaconnoction  with  this  line,  forming  the  onlyji 
of  Railroad  to  Chicago  and  the  Illinois  River. 

For  Through  Tickets,  by  New- York  and  Eric  tnd 
New- York  City  Railroad  via  Buffalo,  or  by  the  ]  >eoJ)le' 
Steamboats,  Hudson  River  Railroad  via  Alban^'  1  md 

'  JOHN  F.  PORTBR, 

1  Ifo.  193  Br(»4w»y,  corner  Dej- 


;arrying  the 

AND 

and  all 

Monroe  IN 


tl:e 


fVom  the 

Buffolo 

(|onimander, 

k^avee 


Michigan 

every   day, 

without 

will  be 

hour* ;  ar- 


coi  tiimoue  line 

Buffalo  and 

vs  Line  of 

Buffiilo,  ap- 

Lgent 

t.,  K.  y. 


AMOSKEAG  MANF'G  CO. 

MANUFACTURERS  of  LOCOMOTIVE  and  STATIONA 
RY  STEAM  ENGINES,  Lowers,  Co...o(i  and  WootenMa 
chineo',  T<x>'s,  Ti'rbiue  Wiieel.«,  M'll  WorKS'.iil  Castings  of  every 
descri|>Uun. 

MANCHESTER,  N.  H. 

O.  W.  BAYLEY,  AjenI, 
WM.  AMORY,  Treasurer  Ma^'ciiosto.,  N.  U. 

65  State  St.,  Boatoii,  .Mn.>«.  Iyjv6. 


To  Conlractors. 

SEALED  rUO'i'OJSALS  will  be  received  at  the 
Engineers  o^Bcc  0.'  t'.'e  Luii'tiglon  and  Big 
Sandy  Railroad,  ill  Mu.  Slc. Mug,  Ky.,  uutil  Aug. 
10th,  at  sun  down  for  the  giaduiuioa  and  masonry 
of  the  whole  of  xr id  Railroad,  a  disianco  of  125 
miles.  Bids  wi'l  ue  received  for  aoy  number  of 
sections,  the  company  reserving  Lhe  jisl;^  to  reject 
all  proposiUons,  irnoue  are  saiisfactoiy. 

Piopositious  aie  also  iiivi.,ed  uy  conlractors  of 
ability,  for  the  whole  load. 

This  road  runs  thvongh  some  o."*  the  finest  por- 
tions of  the  SuacC,  the  Jacilivies  .or  the  supplies  of 
eveiy  kind    iiog  very  abuodaju. 

Plaus  and  sitaclilcatioiis  may  be  seen  at  the 
office  ."  iler  o  ji "  1  sc. 

J.  B.  WESTBROOK,  Chief  Engineer. 

Portland,  A>)nl  9,  1853. 

Kaiiroad  JLeiclngr* 


O 


KENOSHA  Ai^O  BELOIT  RAILROAD. 
N  and  afLer  I'ae  flrst  day  of  Aagust  next,  and 
miuu  the  j5uh  of  Augiui,,  inclusive,  proposals 
will  be  rece'vad,  Uiider  seal,  r-  ibe  Oliite  of  the 
Kcno.sba  and  B.'o'-  Railroad  company,  ia  Keno- 
sha, for  t.-e  construction  of  the  entiie  road  from 
Kenosha  to  the  Rock  River  Un'on  Valley  Railroad, 
a  distance  of  about  60  miles. 

The  proposals  may  be  made  for  the  grading, 
masonry,  ties,  and  eiit'ie  coiistnictioa  in  a  single 
contract — or  for  the  same  and  all  items  separately, 
and  in  indei)endeut  conlracls  by  diifeienu  individ- 
uals. They  will  likewise  be  received  for  the  above 
in  parts.  The  work  will  besides  be  divided  into 
sections  of  moderate  length,  and  proposals,  as  a- 
bovc,  for  a  single  secuion  or  any  number  of  sec- 
tions will  be  received. 

Proflles  and  specin cations  may  be  in'pecte'd  at 
the  Engineer's  Office  iu  Keuobua,  on  aiicl  between 
the  days  above  specified,  and  foims  o.''  proposals 
will  be  supplied  to  all  who  desi.e  to  take  con- 
tracts. 

ALEX.  C.  TWINING,  Engineer. 

Engineer's  Office,  Kecobha,  Jime  20.,h. 

RiCHABD  NORRIl.  HKNRT  LATIMIR  NORRIS. 

Richard  Norris  &  Son, 

NORRIS'   LOCOMOTIVE   WORKS,   Bush  Uill, 
PHILADELPHIA, 

MANUFACTURE  to  order  Locomotives,  exclusively,  on  any 
plan,  or  of  any  size— o."  best  matenals  and  workmanship. 
Their  Woiks  having  been  this  year  greatly  eulargod,  and  furnish- 
ed with  the  most  approved  Tools,  they  are  enabled  now,  having 
a  large  nimibet-  o.'  Workmen  employed,  to  execute  ordeta  with 
despatch. 
Juiu  0,  1863> 


Railroad  Iron. 

£»  Q  O  Tons  T  Rails  ol  good  quality,  59  lbs.  to  the  yard  to 
v)/<v'0  arrive  during  July,  for  sale  by 

29tf  JOHN  H.  HICKS,  90  Beaver  st 


Railroad  Iron. 

OnC\C\  '''"™  ofBail*!  weighing  from  58  to  60  lbs.  per  yard 
^\J\J\J  of  Favorite  Patterns,  now  on  hand  in  New  York, 
For  sale  by  W.  F.  WELD  dc  CO., 

June  21, 1852.  42  Central  Wtiart;  Bostoa 


INDUSTRIAL  WORKS. 

BEMENT,  COLBY,  DOUGHERTY  &  CO., 
IRON  FOUNDERS  AND  MACHINISTS, 
Oallowbill  Street,  between  Schuylkill  Second  and  Third, 
PHILADELPHIA. 

MACBTINISTS   TOOLS,  particularly  adapted  for  BaUroad 
Work,  Mill  Work,  and  Heavy  Castings,  for  cupolas,  build- 
ings, etc. 

E.  D.  MARSHALL,  JAMES  DOUGHERTY, 
a.  A.  COLSY,         WM.  fi.  BKMBNI 


Notice  to  Contractors. 


ST.  LOUIS  AND  IRON  MOUNTAIN  RAIL- 
ROAD. 
PROPOSALS  will  be  received  at  the  office  of 
Company  in  St.  Louis,  Mo.,  for  the  Gradua- 
tion, Masonry  and  Bridging  of  that  portion  of  the 
St.  Louis  and  Iron  Mountain  Railroad  included 
between  St.  Louis  and  the  Iron  Mountain,  or  Pilot 
Knob,  distance  about  Si  miles.  "The  preliminary 
surveys  and  approximate  locations  are  now  com- 
plete, and  the  tinal  location  for  construction  in  ra- 
pid progress,  and  may  be  closed  by  the  1st  Sept. 
Meanwhile,  profiles  and  plans,  now  ready,  will, 
with  examination  of  the  country,  give  all  necessa- 
ry data. 

The  work  on  this  road  is  heavy,  including  three 
tunnels,  and  much  rock  work  and  masonry,  about 
20  miles  of  the  road,  shows  "side-hill"  work,  and 
the  balance  heavy  through  work.  The  Iron  Moun- 
tain is  700  feet  above  the  river  at  St.  Louis ;  but 
two  principal  depressions  are  to  be  crossed  before 
reaching  that  height.  The  country  passed  through 
is  healthy  and  well  watered. 

Proposals  will  be  received  (by  quantities)  for 
the  whole  or  a  part  of  the  road,  but  contracts  will 
only  be  made  with  responsible  parties.  No  con-  ' 
tracts  will  be  closed  before  the  16th  of  August, 
and  no  sooner  thereafter  than  satisfactory  offers 
are  received  from  responsible  parties.  The  road 
will  hereafter  be  extended  to  the  Arkansas  line, 
to  connect  with  the  Cairo  and  Fulton  road,  and  a 
branch  to  the  Mississippi  River,  at  Cairo  or  new 
Madrid,  is  also  contemplated. 

WM.  M.  M'PHERSON,  Pres't. 

Thos.  S.  0'Sulliv;in,  Consulting  Engineer. 

J.  H.  MoRLEY,  Eng.  inChai^. 

4w.  £jv.  Lou's..  July  21,  1853. 


Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  Office  of  ^he  Pittsburg,  Maysville 
and  Cincinnati  Railroad,  in  M'Connellsville,  until 
the  20lh  of  August,  for  the  Graduation  and  Mason- 
ry of  the  line  of  road  (about  35  .sections)  between 
the  Muskingum  River  and  the  Central  Ohio  Rail- 
road. 

Bids  enclosing  proper  testimonials  will  be  re- 
ceived for  the  whole  or  any  number  of  the  above 
sections. 

Plans  and  specifications  will  be  ready  for  exam- 
ination after  the  20th  of  July. 

The  division  between  the  Muskingum  and  Hock- 
ing Rivers  will  be  offered  for  contract  as  soon  as 
the  location  is  completed. 

ROBERT  M'LEOD, 

Chief  Engineer. 
M'CoN.vELsviLLs,  Juuc  4tb,  1863. 


Notice  to  Contractors. 


JEFFERSONVILLE  RAILROAD. 

SEALED  Proposals  will  be  received  at  the  office 
of  the  Company  at  Jeffersonville,  Indiana,  un- 
til 10  o'clock,  A.  M.,  on  Wednesday,  the  7th  day 
September,  1853,  for  the  clearing,  grading  and 
bridging  the  road  between  Edinburg  and  Indiana- 
polis. 

Proposals  may  be  made  for  sections,  divisions, 
or  the  entire  Ime,  about  30  miles,  payable  in  the 
7  per  cent  mortgage  bonds  of  the  Company  cm-  part 
bonds  and  part  cash,  and  also  for  payments  entire- 
ly in  cash. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgement  will  best  secure 
the  prompt  construction  of  the  road,  and  to  reject 
all,  if  none  are  satisfactory. 

The  route  traverses  a  fertile  country,  furnishing 
abundant  supplies  of  all  kinds,  and  the  line  is  easy 
of  acces.s  at  all  points. 

Bidders  will  please  give  their  post  office  ad- 
dress. 

WILLIAM  G.  ARMSTRONG,  PreaidenU  , 

Jefferaoaville,  July  9, 1863.  .;•: 
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__  ■  The  Mechanical  Engineering  department  of  ilements  in  this  coantry  vifirc  upon  the  seaboard, 
this  paper  will  be  under  the  charge  of  Mr.  Zerah  where  have  grown  upourmanufactoringand  com- 
toLBURN.  j  mercial  towns,  which  are  oar  warAc/s.  From  these 

the  tide  of  population  h.as  flowed  into  the  inte- 
rior. For  a  great  portion  of  our  people,  to  be  with- 
out an  avenue  to  one,  is  to  be  without  a  market,  al- 
together. Our  virgin  soil  is  brought  into  immediate 
cultivation  with  little  labor,  and  produces  abun- 
dantly without  dressing  or  rotation.  In  a  few 
years  therefore  after  a  district  is  settled,  are  found 
all  the  elements  of  a  lucrative  business  for  a  road, 
and  as  soon  as  one  is  opened,  in  whatever  part  of 
the  country,  we  are  apt  to  be  surprized  at  the 
amount  of  its  business  and  iucpme,  the  influence 
it  exerts  in  increasing  the  value  of  every 
kind  of  property  within  its  reach,  and  the  change 
it  effects  upon  the  whole  face  of  the  community. 
It  is  looked  upon  with  a  sort  of  feeling  of  wonder, 
and  we  come  to  regard  it  as  having  an  attribute 
not  possessed  by  ordinary  agencies.  From  the 
past,  we  are  naturally  led  to  regard  their  future 
success  as  unquestioned,  and  are  very  likely  to  be 
urged  forward  to  new  works,  with  a  feeling  that 
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railroad  construction  is  a  kind  of  business  that 
can  never  be  overdone. ;~..  ;  I 

Now  there  is  of  course  a  falacy  about  thb  mode 
of  reasoning,  or  rather  want  of  reasoning.  Invest- 
ments in  railroads  are  subject  to  precisely  the 
same  law  as  arc  our  iavesimeuts  in  other  enter- 
prises. They  attract  capital  just  in  proportion  to 
the  inducements  they  hold  out,  and  are  certain  to 


Tbe  Fatur*  Value  of  our  Railroads. 

From  the  immense  present,  and  prospective  in 
vestments  in  railroads  in  the  United  Slates,  the! do  so  till  their  profits  are  biought  down  to  the 
future  value  of  railway  property  has  become  a  ["tandard  of  profits  of  manufacturing,  farming,  or  of 
matter  of  paramount  importance.  Already  have  any  other  branch  of  business.  In  every  State  their 
our  road*  in  operation  cost  $500,000,000,  and  we  'construction  is  a  common  right  of  our  citizens,  with 


see  no  reason  why  their  construction  should  not 
proceed  till  their  aggregate  cost  shall  many  tijnos 
exceed  this  vast  sum.  All  classes  in  the  commu- 
nity are  now  interested  in  our  roads;  in  some  way 
or  another;  the  active  and  enterprising  in  the 
hope  of  making  money,  or  of  improving  their  pro- 
perty, by  their  construction ;  and  a  still  largei 
class,  in  their  success.  It  is  therefore  full  timi 
that  attention  was  turned  to  the  futuio  condi- 
tion of  our  roads,  as  the  best  means  of  securing 
»  wise  and  permanent  system  of  action  for  th( 
present. 

The  railway  is  useful  and  profitable  in  the  Uni- 
ted States,  as  it  is  no  where  else.     The  first  set- 


out  the  necessity  of  a  special  appeal  to  the  Lt^-gisla- 
ture.  However  profitable  a  road  may  be  at  the  pre- 
sent time,  therefore,  its  profits  in  the  end  are  certain 
to  be  regulated  and  limited  by  a  universal  law,which 
reduces  the  profits  of  every  branch  of  industry, 
and  every  kind  of  business,  to  a  uniform  grade. 

But  vrv  may  go  further.  In  embarking  in  ordi- 
nary transactions,  men  are  usually  governed  en- 
tirely by  the  prospective  profits.  It  is  different 
with  railroads.  They  are  desired  for  the  influence 
they  exert  upon  the  value  of  proiierty,  and  for  thi- 
social  advantages  they  confer.  The  members  of  a 
particular  community  may  be  well  content,  and 
often  arc,  to  sacrifice  one-half  the  amount  of  tlu: 


investments  in  k  road,  from  the  incidental  advan- 
tages they  may  derive  from  it  One  reasons  in 
this  manner .  "I  own  500  acres  of  land  worth  S5,000. 
A  railroad,  that  is  proposed,  will  double  it,  the  mo- 
ment it  goes  into  operation.  If  I  take  $1,000  stock 
in  the  road,  and  by  so  doing  secure  its  construc- 
tion, I  am  directly  the  gainer  to  the  amount  of 
S4,000,  providod  my  stock  should  prove  an  entire 
loss. "  This  is  an  argument  commonly  addressed 
to  a  community  whose  co-operation  is  solicited, 
and  one  of  the  strongest  and  most  reasonable  od«8 
that  can  be  offered.  The  profits  of  railroads,  there- 
fore, are  not  only  limited  by  the  application  of  the 
law  already  refVrred  to,  but  by  the  general  will- 
iugness  that  exists  to  make  a  sacrifice  for  the  pur- 
pose of  reaping  the  incidental  advantages  that  fol- 
low their  construction. 

The  correctness  of  these  general  statements  will 
be  readily  understood,  as  well  abroad  as  at  home. 
We  do*  not  mean  here  to  convey  the  idea,  that 
our  railroads  will  not  pay  i^r//,  oiily  that  in  tbe 
long  run,  capit^il  invested  in  them,  will  not  pay 
better  than  the  Same  amount  invested  in  any  other 
ligitimatc  enterj)rize.  We  have  in  this  country  the 
element  of  wealth  scattereiF  in  such  profusion, 
that  capital  well  employed,  no  maittcr  in  what  di- 
rection, is  certain  to  yield  a  satbfactory  return. 
It  is  important  however  that  tke  soundness  of 
the  vic-ws  expressed  be  fully  nialized,  to  serre 
as  a  check  upoi^  the  over  construction  of  railroads, 
upon  extravagaticc  in  their  management,  and  upon 
excessive  divid|;nd8  from  apparent  earnings,  and 
in  fact  upon  ttte  mistakes  and  follies  to  which 
those  devoted  t^  the  exciting  snl^ect  of  railroads 
are  particularly; exposed. 

Railroads  to  ^ay  well,  must  be  well  built,  aod 
woll  managed,,  as  must*  cofton,  ot  ^rolling 
mill.  Extravagant  dividends  are  not  to  be  ex- 
pected except  ii  extraordinary  cases.  With  good 
management  tl^ey  may  be  made  to  yield  an 
equally  lucrative  return  as  any  other  branch  of 
business.  In  the  east;  a  net  reveaue  of  6  or  7  per 
cent,  upon  the  Oost  is  all  that  is  to  be  ex]>ected« 
In  the  west  tbey  will  for  the  present  yield 
a  larger  income^  from  the  fact  th;it  their,  labor  aod 
capital  are  more  productive,  and  investments  in 
railroads  come  ^  for  their,  fair  a)iare  of  profits. 
There,  10  or  12i  per  cent,  is  not  ceusidercd  an  ex- 
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traTag.int  rate  of  interest  or  a  large  nturnupoD 
an  investment  in  a  legitimate  businesi .  In  the 
westtoo,  a  given  extent  of  country  suppl  es  a  much 
larger  amount  of  traffic   than  the  simp  area  in 

yet  built 
enjoy  to  a 


the  eastern  states,  and  the  few  lines 
have  been  constructed  at  low  cost  and 
considerable  extent,  a  monopoly  of  ith^  business 
of  their  appropriate  routes.  But  tjiert  the  rapid 
increase  of  capital  is  fast  reducing  the  rates  of  in- 
terest, and  competition  the  profits  lof  business, 
and  tlie  influence  of  these  causes  is  ak  (  ertain  to 
be  felt  upon  the  earnings  of  railroajds  as  upon 
the  profits  in  every  other  branch  of  ijidi  istry. 

These  common  sense  views  seem  to  1  avo  been 
quite  forgotton  by  some  of  our  westcrh  c  >mpanies. 
They  act  upon  the  idea  that  the  transjen  ;  monopo-  j 
lies  they  now  enjoy  can  be  maintained,  that  the  | 
railroad  is  different  from  every  other  kit  d  of  pro- ' 
perty,  and  they  accordingly  commence  business 
by  paying  annual  dividends  of  15  or  20  )er  cent., 
holding  out  the  encouragement  that  t  tese  high 
rates  can  be  maintained.  Now  this  i|  a  1  folly. — 
The  very  payment  of  an  extravagantj  di  ddend  is 
the  very  act  of  all  others  calculated  f|o  i  educe  it. 
It  is  at  once  the  signal  for  the  commtnc  emcut  of 
■new  roads,  which  will  soon  divide  the|  bi  isiness  of 
\iiB  old.  Capital  is  attracted  by  such  mormous 
profits,  till  the  whole  business  is  so  ovjcr-ione  that 
the  best  roads  can  only  make  a  passable  show  of 
earnings.  This  fact  has  been  strikii^gl]  illustra- 
ted in  the  history  of  the  Massachuset^  'ailroads. 
The  earnings  of  the  leadint;  lines  first  bu  It  out  of 
Boston,  were  very  large,  and  seemed  t  o  justify 
large  dividends,  and,  for  a  year  or  t«to,  8  and  10 
per  cent,  were  paid  •  to  the  stockho!  ders  ; — a 
large  sum  for  so  wealthy  a  population  aa  th  atof  Bos- 
ton, and  above  the  current  rates  of  intcn  st.  The 
effect  of  these  dividends  was  to  stimulate  the 
construction  of  new  roads  that  were  mo .  needed, 
but  which  took  away  a  portion  of  the  bi  siness  of 
the  older  ones,  and  to  beget  an  extravi  gance  in 
their  construction  and  management,  vthi  ;h  would 
never  have  been  indulged  in,  but  for  t)ie(  normous 
supposed  profits  of  the  former  Und^r  he  influ- 
ence of  large  dividends,  the  stocks  )f  these 
roads  went  up  to  extravagant  premiums.  In  a 
few  years  it  was  found  that  the  high  i;at<  s  of  divi- 
dend could  not  be  paid  ;  that  when  p^id  the  cost 
of  the  road  had  not  been,  in  fact,  aaceriaii  led ;  that 
it  was,  in  all  cases,  much  greater  than  w  is  antici- 
pated. The  roads  were  compelled  to  fall  back  to 
dividends  of  6  and  7  per  cent,  and  their  shares 
dropped  at  the  same  time  from  11$  and  120, 
to  par.  But  the  worst  features  absut  the 
whole  matter  have  been  the  losses  direct  y  attrib- 
utable to  the  high  dividends  paid,  wbjicr  cannot 
have  been  less  than  S10,000,000  or  Sld,0(  0,000,  in 
an  improvident  system  of  constructioi^  a  id  man- 
agement to  which  they  gave  birth,  tJfid  in  non- 
paying  roads,  which,  under  a  healthy  $ta  e  of  the 
public  sentiment,  would  never  have  beep  under- 
taken. 

Now  some  of  our  western  friends  arb  t  >  a  cer- 
tain extent  pursuing  the  same  course,  w  lich  will 
be  followed  by  similar  results.  We  ate  ihat  the 
Galena  &  Chicago  Co.  have  just  paid  a  aen  i-annual 
dividend  of  11  per  cent,  carrying  a  coniiderable 
sum  to  their  reserve  fund.  At  the  same  time  the 
entire  line  of  the  road  is  not  yet  opetiec ,  nor  ita 
cost  fully  ascertained.  Up  to  the  present  moment 
the  road  has  been  in  complete  possession  pf  a  mo- 


nopoly of  the  business  of  northern  Illinois,  not  be- 
cause it  had  the  best  line,  but  because  there  was 
DO  other  road.  This  business  is  soon  to  be  divid- 
ed among  numerous  rivals,  and  more  than  all,  this 
company  is  occupied  in  expensive  improvements 
for  the  purpose  of  strengthening  its  position,  and 
more  will  soon  be  required.  The  original  location 
of  a  considerable  portion  of  its  line*was  a  bad  one. 
All  these  mistakes  have  in  time  got  to  be  corrected. 
The  cost  of  making  these  improvements  is  for  the 
present  a  matt/er  of  entire  uncertainty.  Under 
snch  circumstances  to  declare  dividends  equal  to 
22  per  cent  i>cr  annum  is  unbusincss  like  and  mani- 
festly improper.  Such  a  dividend  has  unques- 
tionably not  been  earned.  The  correct  course 
would  Lave  been  to  have  paid  such  a  rate  as 
would  have  proved  satisfactory  to  the  stockhold- 
ers, and  ten  per  cent,  would  have  been  equally  so 
as  22,  and  to  have  reserved  any  balance  for  con- 
tingencies that  will  be  sure  to  arise.  The  Galena 
and  Chicago  road  cannot  in  the  long  run  continue 
dividends  of  22  per  cent,  nor  15,  nor  12  even.  How 
unwise  is  it  then  to  start  upon  a  key  that  cannot 
be  maintained,  to  hold  out  expectations  that  can- 
not be  realized,  and  to  excite  a  competition  which 
is  sure  to  prove  fatal  to  the  present  extraordinary 
success  of  this  road.  We  would  not  insinuate  any 
improper  motive.  It  is  a  mistake  in  judgment  that 
we  condemn.  We  have  taken  the  above  case 
as  an  extreme  illustration  of  the  point  we  want  to 
prove.  Others  might  be  selected,  but  the  above 
may  stand  for  a  class.  The  results  of  these  high 
dividends  has  already  shown  itself  in  Illinois.  At- 
tempts are  now  being  made  to  construct  a  road 
parallel,  and  within  a  stone's  throw  of  the  Chicago 
straight  line,  for  a  distance  of  some  90  miles, 
which,  i&successful,  would  at  ODce  cut  down  its 
receipts ;  and  it  will  be  successfal  if  it  can  be 
shown  that  this  road  can  earn  twenty-two  per  ct. 
on  its  cost.  The  dividends  that  this  company  have 
been  paying  have  set  the  whole  of  Northern  Illin- 
ois and  Southern  Wisconsin  in  a  blaze,  and  rail- 
roads are  started  which  appear  to  tis  to  be  prema- 
ture, if  not  entirely  unnecessary. 

We  believe  that,  in  the  aggregate,  investments 
in  railroads  in  this  country  must  continue  to  be 
profitable,  and  that  on  the  whole  they  offer  great- 
er attractions  to  capitalists,  particularly  to  for- 
eigners, than  any  other  of  our  munerous  inter- 
ests. They  are  exactly  appropriate  to  the  condi- 
tion of  this  country.  They  are  certain  to  yield  a 
satisfactory  revenue  upon  their  cost.  They  are, 
on  the  whole,  built  and  managed  with  a  good  de- 
gree of  prudence  and  economy.  They  have  been 
eminently  useAil.  Their  good  efiects  are  as  much 
seen  in  the  increased  activity  in  the  manufactur- 
ing districts  of  New,  and  Old  England,  as  in  the 
wonderful  impulse  they  have  imparted  to  our 
Southern  and  Western  agricultural  interests.  We 
desire  to  see  this  favorable  state  of  things  contin- 
ue. To  do  this  they  must  have  a  natural,  which  is 
the  only  healthy,  growth.  We  must  not  allow  their 
construction  to  be  urged  forward  by  reasons  of  an 
accidental  or  temporary  character.  We  must  treat 
them  precisely  as  we  would  all  other  commercial 
enterprises,  and  be  content  with  a  reasonable  pro- 
fit in  the  present,  that  all  may  continue  the  same 
in  the  Aiture.  By  doing  so,  we  shall  protect  alike 
the  property  invested  in  our  roads,  and  best  pro- 
mote the  real  advantage  of  the  whole  country. 

We  shall  again  refer  to  this  subject. 


To  Arcliltcet*  anfl  Snctiacers. 

Two  German  gentlemen  of  our  acquaintance, 
educated  at  the  Polytechnic  school  at  Carlsruhe, 
the  one  as  an  Architect,  the  other  as  an  Engineer, 
are  anxious  to  obtain  permanent  engagements  in 
their  respective  professions.  They  have  shown  us 
well  executed  plans  of  subjects  embraced  in  their 
studies,  and  will  pass  any  desired  examination  as 
to  their  attainments.  They  speak  English  without 
difficulty.  A  line  addressed  to  Joseph  Lederle, 
care  of  Railroad  Journal,  will  receive  prompt  at- 
tention. 


Brand'*  Llqnld  for  Steam  Boilers. 

We  beg  to  call  the  particular  attention  of  Engi- 
neers to  an  advertisement  of  Messrs.  Bourry  and 
Boeder,  Consulting  Engineers  of  this  city,  setting 
forth  the  merits  of  Brand's  Liquid,  for  dissolving 
and  preventing  incrustations  of  steam  boilers. 

The  agents  have  laid  before  us  certiftcatesfrom 
the  head  engineers  of  the  Royal  Prussian  Artille- 
ry, the  Superintendents  of  the  Cologne,  Berlin ; 
the  Cologne,  Rhenish,  and  other  railroads,  the 
President  of  the  Royal  Prussian  Society  of  Engi- 
neers, (who  is  also  a  Professor  of  Chemistry,)  the 
President  of  the  Rhenish  Steamboat  Company, 
and  other  high  authorities,  all  speaking  in  the 
highest  terms  of  this  invention.  The  invention  is 
one  of  a  recent  date,  but  its  use  is  spreading  rap- 
idly over  Europe,  and  we  have  no  hesitation  in  re- 
commending it  to  our  countrymen,  the  more  so, 
as  a  trial  can  be  made  free  of  expense. 

We  learn  Brand's  Liquid  has  been  used  for  some 
time  successfully  on  the  boilers  of  the  Cincin- 
nati Water  Works,  and  several  steamers  on  Lake 
Erie. 


Frcacntatlon« 

Our  friends,  R.  G.  Benedict,  and  Ira  Spalding, 
Esqrs.,  late  of  the  Great  Western,  (Canada)  road, 
have  been  made  the  recipients  of  a  handsome  tes- 
timonial from  the  present  associate  and  assistant 
engineers  of  the  Great  Western  line. 

The  presentation  came  off  at  the  City  Hotel, 
Hamilton,  on  Thursday  evening,  July  28th. 

The  pieces  of  plate  presented,  consisted  of  a 
large  silver  Tankard,  the  workmanship  of  which 
was  most  superb — which  was  given  to  Mr.  Spald- 
ing— a  large  silver  Claret  Jug,  four  beautiful  gob- 
lets, and  a  massive  silver  Salver,  on  which  a  suit- 
able inscription  was  engraven.  These  latter  were 
presented  to  Mr.  Benedict.  The  cost  of  these  va- 
luable articles  was  something  over  £200. 

Sir  Allen  McNab ;  Hon.  Francis  Hincks,  Inspec- 
tor General ;  Hon.  J.  Morrison,  Solicitor  General ; 
Dr.  Hamilton  and  others  were  present  and  contri- 
buted to  the  agreeable  nature  of  the  occasion. 

Reitlffiiatloiia 

We  omitted  to  state  in  our  last  that  Mr.  Robert 
Schuyler  has  resigned  the  Presidency  of  the  Dli- 
noLs  Central  railroad.  His  place  has  been  filled 
by  Mr.  Burrall,  the  late  Treasurer  of  the  Compa- 
ny- .r- 


Mlelilyait  Central  Railroad* 

At  the  recent  annual  meeting  of  the  stockhold 
ers  of  the  Michigan  Central  railroad,  in  Detroit, 
the  following  named  gentlemen  were  elected  direc- 
tors for  the  ensuing  year :  D.  D.  Williamson,  and 
John  C.  Green,  of  New  York ;  Erastus  Corning, 
Albany;  John  F.  Forbes,  R.  B.  Forbes,  John  E. 
Thayer,  and  George  B.  Upton,  Boston;  Elon 
Famsworth  and  J.  W.  Brooks,  Detroit 
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Vicksburgh,  Shreveport  and  Texas 
ro«d« 

C.  J.  Toumadre,  Esq.,  Chief  Engineer  of  this 
work,  has  recently  made  his  report  upon  its  route 
and  construction. 

The  line  surveyed  is  206>jj  miles  in  length,  com- 
prising three  sections  ;  the  first  extending  from  the 
bank  of  the  Mississippi,  opposite  Vicksburgh,  to 
the  Ouachita  river  at  Monroe  ;  the  second  from 
tlic  Ouachita  river  to  the  Dorchcat  landing  ;  and 
tiie  third  from  the  latter  place  to  the  line  of  the 
SUte  of  Texiis. 

The  first  section  is  through  what  is  called  the 
Mississippi  sicamp,  nearly  a  level  country,  rising 
but  41  feet  in  81  miles.  The  most  of  this  section 
is  to  be  built  on  embankment,  of  from  one  to  four 
feet  high,  together  with  about  6  miles  of  trestle 
work. 

Beyond  Monroe,  the  country  is  more  hilly.  The 
line  passes  through  the  Parishes  of  Jackson  and 
Bienville,  20  miles  in  each. 

West  of  Dorcheat  landing  the  line  extends  15 
miles  over  a  country  highly  favorable  to  the  con- 
struction of  a  railroad.  A  short  distance  beyond, 
the  line  intersects  the  Red  river  swamp,  where 
overflows  of  seven  feet  will  be  encountered  for 
six  miles,  requiring  six  miles  of  trestle  work. 

On  no  part  of  the  entire  line  need  the  curves 
have  a  radius  of  less  than  two  thousand  feet,  and 
of  the  whole  line  29)^  miles  will  be  curved  and  177 
miles  straight. 

The  estimated  cost  of  construction  and  equip- 
ment of  the  road  is  as  follows : 
Section  No.  1,  Graduation  and  Bridging,  $315,129 
"         2,  do  do         649,254 

.  "        8,  do  do         402,902 


Total $1,267,286 

Average  per  mile,  S6,137. 
Estimate    for  superstructure,    $7,013 

permile $1,451,856 

Estimate  for  motive  power  and  cars. . . .       258,800 
"  station  buildings 75,400 

RECAPITULATION. 

Cost  of  construction,  bridging,  etc $1,267,288 

superstructure 1,451,866 

motive  power  and  cars 258,800 

station  buildings 76,400 

Engineering  expenses  and  other  contin- 
gencies.       100,000 


(I 


$3,153,342 
Average  per  mile $15,233 

From  the  address  of  the  president  of  the  compa- 
ny, N.  D.  Coleman,  Esq.,  of  Monroe,  La.,  we  learn 
that  the  amended  charter  of  the  company  was 
granted  under  the  new  constitution  of  Louisiana, 
April  28,  1853. 

The  state  has  subscribed  one-fifth,  or  $800,000 
of  the  capital  while  $285,000  of  private  subs?rip- 
tions  had  been  made  previous  to  that  act.  Since 
that  period,  the  parish  of  Caddo  has  voted  a  sub- 
scription of  $100,000,  payable  by  a  real  estate  tax 
amounting  to  $20,000  per  anuum  for  five  years, 
and  individual  subscriptions  have  increased  $42,- 
000  in  Vicksburg  alone. 

The  company  confidently  believ*  that  the  pri- 
vate subscriptions  can  be  immediately  augmented 
to  $600,000,  and  that  the  city  of  Vicksburg  and 
the  parishes  of  {Madison,  Ouachita,  Jackson, 
Clairbome,  Bienville  and  Bossier,  will  follow  the 
liberal  example  of  Caddo,  by  voting  a  tax  sub- 
scription of  $100,000  or  $150,000  each. 

With   the  subscription  b^  the  State  of  $800,- 


000— of    private    individuals     of   $800,000— the  ! 
City  and  Parochial  lax  subscriptions  of  $300,000 
—amounting  in  all  to   $2,100,000— there  can  be 
no  reasonable  doubt  of  final,   and   indeed,   im- 
mediate success. 

At  the  last  meeting  of  the  Board  of  Directors 
on  the  1st  of  May,  it  was  unanimously  resolved 
that  as  soon  as  $150,000  of  stock  should  be  di- 
rected by  subscribers  to  be  applied  to  that  sec 
tion  of  the  road  commencing  at  Vicksburgh  and 
running  west,  the  President  should  take  steps  to 
put  under  contract  twenty  miles  from  ^'icksburg 
to  Richmond  ;  and  when  the  like  sum  was  so  sub- 
scribed and  designated  for  Shrevejiort,  the  road 
from  Shreveport  to  the  Texas  line  .should  be 
commenced  ;  and,  also,  that  when  a  like  amount 
should  be  designated  in  like  manner  to  be  applied 
to  that  section  from  the  Ouachita  river,  that 
twenty  miles  of  road  extending  westward  from 
Monroe  should  be  placed  under  contract. 

These  several  sums  have  been  designated  or 
are  ready  to  be  applied,  and  the  company  is  now 
prepared  to  locate  the  three  sections  above  speci- 
fied. So  that,  within  a  few  weeks,  the  work  of 
clearing  the  track  will  commence ;  and  before  the 
1st  of  October,  we  expect  to  commence  the  em- 
bankments at  Vicksburgh,  Monroo  and  Shreve- 
port— all  running  westward. 

ANTICIPATED   BUSINESS  OF  THE    ROAD. 

Texas  emigration  and  travel — 100,000 
passengers,  at  $6  each $600,000 

N.  Louisiana    and  Arkansas   emigration 

travel— 50,000  at  $3 150,000 

Transportation  of  cotton  from  La.,  Tex- 
as and  Arks.— 300.000  bales 250,000 

Transportation  of  dry-goods,  groceries, 
western  produce,  bagging  rope,  and 
Other  articles,  including  mails 100,000 


Making  in  all  the  gross  itela  of  $1,100,000 
Deduct  Vs  for  all  expenses 367,000 


Leaving  a  net  income  of ...    $733,000 

Let  us,  for  greater  satisfaction,  deduct  one-half 
for  expenses,  and  we  have  $550,000  nett  income — 
equal  to  one-fourth  of  the  estimated  cost  of  the 
whole  work.  If  we  deduct  one-half  for  expenses, 
the  nett  income  of  the  road  is  upwards  of  17  per 
cent,  per  annum  upon  $3,000,000,  the  supposed 
cost  of  construction  ;  but,  if  we  deduct  only  one 
third  for  expenses,  then  the  income  equals  24. 
cent,  per  annum.         :  v.,  :         " 


Journal  of  Railroad  L<a'w. 

The  lately  puolished  volume  of  the  reports  of  the 
Supreme  Court  of  Illinois,  being  the  13th  volume 
of  the  series,  contains  several  decisions  of  much 
interest.  We  subjoin  a  few  notices  of  those  which 
are  adapted  to  our  columns. 

DOES  THE   TERM  LUGGAGE  (oR  BaGOAGE)  INCLUDE  OC- 
ELLING  PISTOLS?  I 

This  question  the  Supreme  Court  of  Illinois  an- 
swer aflBrmatively  in  a  case  which  arose  from  the 
loss  of  a  trunk  containing  the  deadly  implements 
above  mentioned.  In  deciding  this  point  the  court 
substantially  say  :  "the  principle  of  the  decision  is 
that  by  the  word  baggage,  (an  expression,  by  the 
way,  which  Judge  Story  sternly  condemned  as  in- 
correct) is  meant  a  reasonable  amount  of  money 
in  the  trunk  of  a  passenger  intended  for  travelling 
expenses,  and  such  articles  of  necessity  or  conve- 
nience, as  are  usually  carried  by  passengers,  for 
their  personal  use,  comfort,  amusement 
or  iostructioD,  and  that  it  doea^nol  extend  to 


mere  luerchandiso  or  other  articles  although  car- 
ried in  the  trunks  of  passengers,  <N-hich  are  de- 
signed for  difterdnt  purpose^.  An#  regard  may 
with  propriety  be  had  to  the  object  iand  length  of 
the  journey,  the  expenses  attending  it,  and  the 
pursuits  and  condition  of  life  of  the  |>asseDger.  A 
more  definite  rule  cannot  under  the  circumstances 
well  be  laid  down.  The  language  hf  Bron^>on,jus- 
tice  in  the  case  o^  Hawkins  vs.  HctfTman,  6  Hill, 
580,  is  in  accordatice  with  the  foregoing  exposition 
of  the  law.  In  the  cjise  cited,  Judge  B.  observed 
in  delivering  his  decision,  that  "insregard  to  the 
meaning  of  the  wiord  "luggage"  it  ^  undoubtedly 
diflicult  to  be  definite.  1  dt)  not  intend 
to  say  what  is  generally  deemed  essential  to 
comfort.  Some  travellers  carry  veiy  few  things, 
others  very  many^,  Nor  do  I  inteiid  to  say  that 
"baggage  is  confined  to  wearing  a]^parel,  combs, 
brushes,  shaving  jutensils,  and  wrhing  aiipnratus, 
which  most  men  ^nsider  essential  for  travelling. 
If  one  carries  books,  or  his  gun  or  fishing  tackle  for 
instruction,  recreation  or  amusemenit,  they  would 
fall  within  the  meaning  of  the  term.  ' 

We  think  that  the  article  in  question,  with  tlie 
duelling  pistols  mfey  be  regarded  as  )}aggage  under 
the  circumstanced  of  this  case.  Tbe^  were  not  car- 
ried for  the  purpose  of  traffic,  btt  for  protec- 
tion and  use."     ,  *  = 

WHEN  NEW  COflPANIES  MAY  CONOF.MN    LANDS. 

Companies  organized  under  the  latv  of  1849,  pro- 
viding for  a  genei^al  system  of  railmad  incorpora- 
tion, cannot  proceed  to  condemn  laflds  for  the  pur- 
pose of  obtaining  Ithe  right  of  way,  (until  after  the 
company  shall  haVe  obtained  from  l^e  Legislature 
a  law  approving  bf  the  route  and  the  boundaries 

of  the  road  proposed  to  be  construtted. 

Gillinwater,  vs.  i Mississippi  and  Atlantic  railroad 
company.  I 

COMPELLING  T^E  PAYMENT  OP  INtTALMENTS. 

Where  power  t4  require  pajrmentJ  for  stock  is  in- 
vested in  a  boar4  of  directors,  an  iiction  will  not 
lie  to  recover  installments,  unless  al!  the  pre-requi- 
sites  of  the  charter  have  been  compDied  with. 

But  a  party  catmot  take  advantage  of  his  own 
non-compliance  v^ith  the  provision^  of  the  Char- 
ter, especially  when  he  has  admitted  his  obliga- 
tions as  a  subscriber.  If  be  pays  t|e  requisite  in- 
stalment, duenip<^D  the  stock  befort  the  books  are 
closed,  he  will  be  bound  to  pay  th*  remaining  a- 
mount  due,  although  he  did  not  m3ke  the  requir- 
ed payment  upon]  each  share  at  the- time  of  taking 
the  stocks. — Klei^  vs.  Alton  and  3angamon  rail- 
road Co.  I 

WHEN  ttiv  STOCK  BE  PORPE^TED  1 

A  subscriber  for  stock  cannot  remind  his  con- 
tract by  forfeiting  the  payment  mide  thereon. — 
The  right  of  forfeiture  is  exclusivell"  subject  to  the 
option  of  the  cor^ratiotL  Tlhey  mdst  elect  wheth- 
er or  not  to  consider  stock  when  unpaid  for  as  for- 
feited. They  mhy,  if  they  choosei,  sue  the  non- 
paying  subscribet  for  the  nOn-performance  of  his 
promisetopay,  cojiformably  tothe  t#rms  of  the  sub- 
scription.— lb.  I 

SUBSCRIPTION  |rO  RAILROAD  STOcit  BY  A  CITY. 

The  city  of  Alton,  and  also  citizens  of  New 
Vork,  had  a  cleaf  right  to  subscribe  to  the  rail- 
road in  question,  and  the  city  migkt  select  what- 
ever proxy  she  preferred. — Ryder  vs.  the  Alton 
and  Sangamon  railroad  Company. 

D'vidends  must  be  general,  so  tkat  each  stock- 
bolder  shall  receive  bis  proportiooate  share  — Xb. 
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la    A    STOCKHOLDER    OfSCUAROED  BY 

nOUTE 1 

This  ia  decided  by'the  Supreme  Cojirt  of  Illino- 
ii,  qQalifiedly,  in  the  negative.     Theyjde 
n  subscriber  will  be  held  liable  to  j)ay 
scription,  although  the  Legislatirre  mtiy 


dy,  following   the  direction  of  that  btream,  would 


thorized,  and  the  directors   may  Lave  a  idptcd  a 


iw  ;  pro- 
tlter  the 


change  of  route  from  tliat  just  fixed  b(y  1 
Tided  the  change  does  cot  material)^ 
character  of  the  improvement  conten  pli  ;ted,  nor 
on  the  whole,  prejudice  his  interests  -i— ^anet  ys 
Sangamon  and  Alton  railroad  Oo 

OrriES  OF  H.*iLaOADCQMPANi£3  AS    TO 
SRLLS,  &C 

The  Legislature  may  regulate  railrokd; 
view  to  provide  for  the  safety  of  the  pUbl 
they  may  make  necessary  regulations  Wliich  shall 
operate  retrospectively  in  regard  toj  c*  mpauies 
chartered  )»efore  the  said  regulations!  v  ere  pre 
scribed, 


he  says,  only  adding,  that  so  far  as  our  explora- 
tions went,  and  we  were  aided  in  them  by  several 
laborers,  his  views  wore  fully  confirmed.  He 
says: 

Iron  ore  seems  to  be  scattered  with  liberal  hand 
on  the  ridges  in  this  neighborhood,  but  the  most 
important  locality  at  present  known  to  exist  upon 
the  company's  lands,  is  that  called  tliu  "  iron 
ridge,-'  about  one  and  a  half  miles  north  from  the 
furnace,  and  a  little  over  a  mile  west  of  the 
Mississippi.  The  ground  rises  by  a  gentle  ascent, 
Muddy, — the  fact  th.at  a  dry  andsafe  landing  must!  from  the  furnace  up  the  small  branch  of  Apple 
always  exist  in  front  of  it — renders  it  one   of  the  |  Creek  to  the  very  foot   of  the   ridgp,  which  runs 

nearly  north  and 


strike  the  town  site  about  its  centre 

The  town  of  Birmingham  is  moht  advantageous- 
ly located,  cither  for  manufacturing  purposes  or 
:larc  that ,  .jq  agreeable  and  healthy  residence.   We  have  vis- 
his  sub  I  ited  many  of  the  localities  on  the  Mississippi  and 
tiave  au- ,  '^s  tributaries,  but  we  know  of  no  one  that  con- 
tains .so  manj"  advantages. 

Aside  from  the  advantages  that  lie  in  the  rear 
of  it,  of  which  we  will  speak  hereafter,  its  natural 
formation — its  position  to  the  mouth  of  the  Big 
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:     And 


no 
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as,  for  cxampTeytheVequircaieJt  of  bell- '  '^%.;'*^*^  ^^^^  b»t  P'-^rtiaUy  explored 
.     .  , ,      .        ,  ,  .    .    i  .,  .   I      Of  the  extent  of  these  deposits  we   can  give  ..v. 

riugmg,  or  blowmg  the  steam  whistle  kef  )re  arri-  j  ^^^^^j.  statement  than  by  copying  the  following 
ving  at  cro.ssings.  But  in  case  any  in^ur  f  results  ,  extract  fgwu  the  report  of  J.  D.  Whitney,  Cnited 
from  the  company's  omitting  to  give  tl^e  j  ppropri-  i  States  Geologist,  who  examined  the  same  hill  : 

ate  signals  at  cros.sings,  the   party  corapli  ining  of!     "^Y  ^""l  ^^P'o^atioas  of  the  iron  ores  were  di- 

•^  ^  '  rected  to  the  range  of  hills  near  Apple  Cn^ek,  and 


'  most  desirable  points  we  know  of  on  the  Mississip 
pi  for  manufacturing  purposes      In  proximity  to 
the   large  coal  fields  on   the  Illinois  shore,   coal 
from  which  can  be  floated  directly  to   the  m<'>nu- 
factories,  and  all  its  other  advantages  of  receiving 
I  and  shipping  at  all  seasons  of  the  year,  give   it  a 
I  preference  that  no  other  site  can  claim. 
,      In  the  rear  of  the  site  of  Birmingham  are  the 
i  mines,  of  the  extent  and  weaTlh  of  which  no  prop- 
estimate  can  yet  be  formed,  for  the  reason  that 


such  injury   and  prosecuting  therefor  si  ould  be 

prepared  to  show  prnn^  facie,  at  least,  thii  it  was  j  the  lauding.  The  surface  here  is  a  net-work  of 
in  fact  the  consequence  of  the  compaify'i  neglect  [ridges  running  in  every  direction,  and  elevated 
to  give  the  warnhig  of  danger.     It  wojulq  not  be 


south  .iiid  13  elevated  from  12G 
to  150  feet  above  the  valley  This  ridge  is  made 
up  entirely  of  more  or  less  pure  brown  hematite, 
over  an  extent  of -jeveral  acres  at  least.  At  the 
southern  end  the  ore  is  most  exposed,  but  it  is 
not  here  of  as  great  purity  as  it  is  farther  along 
the  hill  towards  the  north.  The  whole  suifjice  of 
the  hill  is  covered  over  with  fragments  and  masses 
of  ore  ;  that  at  the  southern  end  is  a  breccia  of 
hematite  and  silicious  matter.  The  silex  is  in 
small  angular  fragments,  and  is  cement/ed  together 
by  a  paste  of  iron  ore.  This  has  been  worked  in- 
-to  near  the  crest  of  the  hill,  and  a  considerable 
quantity  of  this  singular  material  taken  out  from 
au  open  cut.  As  we  approach  the  center  of  the 
hill,  going  north,  the  masses  of  ore  which  cover  it 
become  quite  pare  and  free  from   foreign   matter 


about  150  feet  above  the  valleys,  the  whole  height 

.„..   ..,  J,     fi,ot  :„o* „  v«  ti.-  „      k     u        ^     above  the  Mississippi  being  from  200  to  250  feet. 

right,  in  the  first  instance,  to  throw  upbn  he  com-  i  ^^^  principal  ridge  runs  nearly  east  and  west,  but 
pany  the  burden  of  proving  a  negativi; ;- -to  wit,  j  towards  its  western  extremity,  bends  to  the  north, 
that  the  injury  did  not  result  from  the;  r  i  ot  ring-  On  the  summit  and  sides  of  the  elevation,  which  is 
ing  the  bell— blowing  the  whistle,  or  th ;  like.—  i  steeper  to  the  south,   is   found   an  abundance  of 

The  Galena  and  Chicago  railroad  vs.,L  oo  nis.         |  'f^^'i  P^^^''"  of  brown  hematite,  and  the  solid  ore 
o  N— r  1"  I  itself  is  seen  in  two  or  three  places,  where  the  sur- 

face soil  has  been  removed.     The  deposit,  as  seen 
The  success  of  manufacturing  industry  jnustde-  j  on  the  top  of  the  hill,  consist*  of  brown  iron  ore  in 

-     ''- "^^  bands  and  layers,  alternating  and  interlacing  with 


from  one  to  one  a-id  a-half  miles  directly  west  of  Several  excavations  were  made  under  my  direction 

at  various  elevations,  up  and  down  the  hill.     The 
appearance  of  each  of  these  holes,  ps  the  digging 


or  .silicious  limestone.  Here,  at  the  place 
which  has  been  opened,  the  ore  is  somewhat  in- 
termixed with  the  rock,  and  is  rather  poor,  but, 
from  the  appearance  of  masses  seen  at  various 
points  on  the  hill,  which  were  purer  and  freer 
from  foreign  matters,  it  is  highly  probable  that 
good  ore  will  pkf  found  in  abundance  along  the 
ridge.  The  same  appearances  present  themselves 
along  the  ridge  for  a  quarter  of  a  mile  or  more, 
and  lead  to  the  presumption  that  a  large  portion 
of  the  hill  at  this  point  consists  of  iron  ore.  This 
1     I  i  locality  is  somewhat  more  favorably  situated  than 

pu  nber  of  i  the  "iron  ridge"  which  1  shall  soon  speak  of,  as  it 


what 
ment. 


pend  very  much  upon  a  good  supply  6f  i  he  best  I  ^Zi 
description  of  Iron.  The  sources  toiwlich  our  |  „},;,.h 
manufacturers  will  probably  have  to  look  for  this 
supply  will  be  L.Superior  and  Missouri,  Mthe  re  there 
is  littl*  doubt,  the  best  iron  in  the  worM  exists  to 
an  inexhaustible  extent.  In  this  conhe(  tion  we 
clip  the  following  article  from  the  Missojuri  Repub- 
lican, giving  an  account  of  the  site  of  tke  contem- 
plated works  of  the  St.  Louis  andBiirmii^gtamlron 
Mining  company : 

A  few  days  ago,  in  company  with  a 
gentlemen,  some  of  them  the  most  expiri(  need  of  jg  nearer  Apple  Creek  and 

our  iron  mongers  and  manufacturers,  ^ye  niiide  a  of  the  furnace.  I  should,  therefore,  advise  the 
visit  to  the  site  of  these  proposed  worki  We  have  exploration  of  these  deposits  by  removinff  the 
no  pretensions  to  a  full  understanding  c  f  either  goil,  in  order  to  ascertain  where  the  best  ore  is  sit- 
geology  or  mineralogy,  and  we  can  only  f  peak  of'  uated  " 

we  saw  as  it  presented  itself  toj  oi  ir  judg-  j    '  in  the  course  of  our  explorations,  wc  found  larg- 

!  j  er  deposits  of  ore,  which  those  present  and  most 

The  site  of  Birmingham  is  at  the  mohtl  of  Ap-  competent  to  judge,  Messrs.  Glasby  and  Palm,  pro- 
pie  creek,  about  120  miles  below  this  cjty  and  a-  nounced  very  superior;  and  the  only  question  to 
bout  25  miles  above  Caj>e  Oirardeau,  ai^d  lirectly  be  solved  was  the  qiftintity.  The  excavations  did 
on  the  bank  of  the  Mississippi.  That  iar ;  of  the'  not  seem  to  indicate  that  it  extended  very  far  be- 
company's  lands  which  may  be  regarded  as  the  low  the  surface,  and  the  pockets  in  which  it  was 
town  or  sUtion  site,  is  most  admirably  .situ  ited  for ,  found,  were  generally  small.  It  is,  however,  right 
security  and  beauty.  The  landing  in  fro  it  is  sc-  to  say,  that  thaguxuloratioas  were  entirely  too  lim- 
cured  by  a  rock  bluff  above  and  below,  le;  ving  an  ited,  and  the  surf;iie  not  sufficiently  examined  to 
uninterrupted  front  of  nearly  a  mile  alobg  the  riv- '  form  a  decided  opinion.  Where  there  is  so  much 
erbank.  From  the  river  it  gradually  risns  back  on  the  surface,  it  is  reasonable  to  suppose  that 
to  a  pleasant  height  far  above  high  Wat  sr,  and  there  ia  much  yet  undeveloped.  There  has  been 
thenceextendingout  along  the  valley  oflth;  Apple  no  shaft  or  excavation  on  this  hill,  sunk  below  a 
creek,  and  also  up  the  valley  of  a  sm^U  branch  depth  of  five  feet.  In  many  of  its  features,  it  bears 
that  empties  into  the  creek.  The  whole  space  the  impress  of  an  up-hearins,  and  yet  the  appear- 
frontingon  the  river,  and  all  the  lineexteniiugup  ancesat  the  base  of  the  products  do  not  confirm 
Apple  creek  may  at  a  very  trifling  expense  be  se-  this  impression. 

cured  against  the  consequences  of  high  v  ater  in  We  afterwards  went  to  what  is  called  the  "  Iron 
either  stream,  and  present  proper  placds  f  )r  resi-  ►  Ridge,"  a  distance  of  about  a  mile  and  a  half  from 
dences  or  business.  1  '  the  first  place  of  examination,  and  about  two  miles 

Directly  opposite  this  site  the  Big  Mu<i  iy  dis-  from  the  river  bank  at  tho  town, 
embogues  its  waters.  On  this  stream  aretth  i  heavi-       This  Iron  Ridge  is  so  well  and  faithfully  des- 
est  and  best  deposits  of  coal  yet  kno^n  in  this  cribed  by  Mr.  Whitney,   whom   we  have  quoted 
quarter  of  the  country.  A  coal  boat  fron^  tl  e  Mad- ,  above,  that  we  shall  do  no  more   than  copy  what 


progressed  was  nearly  th©  same.  At  the  surface, 
masses  of  ore  were  thrown  out,  which  Were  very 
pure  and  free  from  rock,  embedded  in  a  fine  gnivel 
of  ore  with  a  little  clay.  This  continued  for 
th.-ee  or  four  feet,  when  the  ore  in  place  appeared 
to  have  been  reached,  although  much  broken  up 
and  disintegrated,  so  that  the  passage  from  the 
loose  fragments  to  the  solid  masses  w.is  an  imper- 
ceptible one.  The  bottom  of  each  of  the  pits,  no 
one  of  which  went  down  over  four  feet,  showed 
pure  ore,  in  mass,  though  broken  and  uneven  on 
its  surface.  In  short,  the  whole  ridge  is  made  ui>- 
of  brown  hematite,  the  portions  along  the  centre, 
and  for  a  perpendicular  depth  not  ascertained  as 
yet,  but  certainly  over  fifty  feet,  being  almost  en- 
tirely free  from  foreign  matter,  and  such  as  would 
yield  at  least  50  per  cent,  of  metjillic  iron.  My 
explorations  might  have  been  carried  farther,  but, 
having  satisfied  myself  of  the  abundance  and  pu- 
rity of  the  ore,  I  left  the  farther  prosecution  of 
the  work  to  the  company. 

From  this  rapid,  though   to  us  satisfactory  ex- 
amination, wc  left  the  Iron  Ridge  with  the  impres- 
sion, that  there  was   ore  enough  there,  of  a  most 
the  contemplated  site  excellent  quality,  to  keep  a  number  of  furnaces 

at  work  for  half  a  century.  This  impression  was 
strengthened  by  the  statement  of  several  country- 
men who  were  present,  and  who  assured  us  that 
the  same  appearances  of  ore  were  to  be  found  on 
other  ridges  between  lis  and  the  river,  of  equal  or 
great^^r  abundance. 

The  furnaces,  forges,  rolling  mills,  &c.,  could  be 
advantageously  located  immediately  upon  the 
bank  of  the  river.  The  Iron  llidgc  could  easily, 
and  at  a  trifling  expense,  be  brought  down  the' 
valley  of  the  branch  we  alluded  to,  by  teams  or 
railroad— ^thc  stone  coal  from  the  Big  Muddy  is 
in  direct  connection  by  water,  and  all  the  countrj 
in  the  rear  is  heavily  timbered  with  firm  oak. 
Further  up  the  valley  of  the  Apple  Creek,  there  is 
a  rich  and  productive  settlement,  many  large 
farms^yieldiug  at  cheap  rates  an  abundance  of 
the  necessaries  of  life,  to  supply  .-my  amount  of 
laborers  and  manufacturers 

Some  wild -and  ill-directed  eflbrts  have  been 
made  to  bring  these  minerals  into  use.  The  want 
of  judgment  has  been  apparent,  and  from  this 
cause  it  is  probable  that  public  attention  has  been 
diverted  from  the  natural  advantages  of  the  site, 
but  the  disinterested  observer — as  we  certainly 
were,  for  we  have  not  a  shadow  of  interest  in  it- 
will,  upon  a  careful  examination,  be  convinced 
that  there  are  few,  if  any,  such  spots  in  the  West 
for  manufactories,  and  especially  the  manufacture 
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of  iron.  The  company  is  incorporHted  by  the 
Legislature,  with  the  power  to  increase  the  capi- 
tal. The  stock  has  we  believe,  passed  into  the 
hands  01' a  few  individuals,  and  the  property  hiis 
been  freed  from  all  former  incumbrances.  It  is, 
therefore,  now  just  in  that  condition  when,  if  capi- 
tal and  enterprise  were  applied,  it  would  shortly 
prove  one  of  the  best  investments  in  the  West. 
The  only  wonder  is,  regarding  the  advantages  of 
its  location,  with  coal  and  mineral  so  accessible  to 
it,  that  it  has  not  long  before  this  become  a  large 
manufacturing  town.  We  predict  that,  when  it 
is  placed  in  the  hands  of  proper  men  to  manage, 
and  the  requisite  capital  is;  furnished,  it  will  be  a 
place  of  the  tirst  importance  for  manufacturing 
purposes  on  the  Mississippi. — Missouri  Rtpublican. 

C»larabn«  and  Hoeltlug  Valley   Railroad. 

A  large  meeting  of  the  citizens  of  Lancaster, 
Ohio,  was  held  July  :23d  for  the  purpose  of  engag- 
ing the  public  attention  upon  the  subject  of  the 
Columbus  and  Hocking  Valley  Kailroail. 

Upon  the  call  of  Hon.  T.  Evving,  Chas.  Borland, 
Esq.,  stated  and  explained  to  the  meeting  the  pro- 
ceeding of  the  committe  appointed  as  Nelsonville, 
with  power  to  effect  an  orgiinizatioii  ol'a  company 
to  construct  a  Railro.ad  from  Columbus,  through 
the  Hocking  Valley,  to  the  Ohio  River,  there  con- 
necting with  the  I«iorth- western  Virginia  Railroad. 
Having  stated  the  various  preparatory  steps  taken 
to  that  end,  and  that  the  general  law  upon  the 
subject,  had  been  fully  complied  with,  and  that 
notice  had  been  i,'iveni'or  the  opening  of  the  books 
for  the  subscription  of  stock,  he  submitted  the 
following  resolutions  for  the  consideration  and  ac- 
tion of  said  meetin;; : 

Resolira,  That  the  Columbus  and  Hocking 
Valley  Railroad  is,  to  the  city  o!  Lancaster,  the 
most  important  public  entorprize  to  which  her 
citizens  can  now  devote  their  efforts  and  capital. 

Resolv.d,  That  the  connection  of  Lake  Michigan, 
at  Chicago,  with  the  Ohio  River  in  the  City  of 
Baltimore,  which  it  will  complete,  will  give  it  the 
character  of  a  great  2s'ational  Work — make  it  a 
prominent  and  commanding  for  travel,  and  vastly 
instrumental  in  the  development  of  the  varied  and 
exbaustlesr)  wealth  of  the  interesting  section  of 
Ohio,  through  which  it  will  pass. 

Resolved,     Thai  the  line  of  the  connection   is 
obviously  a  natural  one,  and  strongly  recommends 
itself  to  public  favor  by  its  directness — by   its 
sui>eriority  of  gnidcs  and  route  over  all  competing 
roads,  by  its   comparative   shortness  and   cheap-  ] 
ness;  but,  above  all,  by  the  communication  whicii  : 
It  will  etiect,  between  two  great  cities,  in  extreme  \ 
sections  of  tiie  Union,   characterized  by  diversity! 
of  climate,  pursuit  and  production  as  citizens  of  a 
part  of  the  middle  and  intermediate  section' 

Resoi:cd,Tn&\j  we  corpially  approve  of  the  steps 
which  have  been  taken  for  the  construction  of 
s;ud  road,  and  pledge  hearty  co-operation  in  the 
sj)eediest  measures  for  its  accomplishment,  and 
subscriptions  thereto  '.commensurate  with  our 
means. 

Resolved,  That,  in  our  opinion,  the  country  of 
Fairfield  is  vitally  interestedin  said  road,  and  that 
the  wealth,  liberality  and  public  spirit  of  her  citi- 
zens justit'y  the  e.Kpoctation  that  they  will  con- 
tribute by  liberal  subscriptions  to  its  early  com- 
pletion. 

Resolixd,  That  a  committee  of  thirty  citizens  of 
this  city  be  appointed  by  the  chairman  of  this 
meeting,  whose  duty  it  shall  be  to  devise  and  car- 
ry into  effect  such  measures  as  may,  in  their  op- 
inion, be  best  calculated  to  inspire  interest  in  the 
enterprize,  and  procure  subscriptions  thereto. 

Mr.  Ewing  then  stated  very  forcibly  the  general 
importance  of  the  enterprize,  showing  its  great 
value  to  the  city  of  Baltimore,  at  one  end,  and 
the  city  of  Columbus  and  the  north-west,  at  th 
other  end ;  expressing  a  strong  conviction  that  | 
investments  in  its  stock  would  be  advantageous 
and  profitable.  He  spoke  with  some  minuteness 
and  with  great  confidence  of  the  mineral  resources 
of  the  Hocking  valley.  Among  the  local  and  spe- 
cial benefits  of  the  road,  he  gave  prominence  to 
our  peculiv   agricultural  advantafes,  resalting 


from  our  favorable  combination  of  soil  and  cli- 
mate, lor  the  production  of  supplies  for  the  Nortb, 
and  the  mineral  and  other  sections  south  and 
south-west  of  us.  He  strongly  urged  the  enter- 
prize upon  the  attention  of  our  i)eopk',  having  no 
doubt,  in  his  own  mind,  as  he  left  none  in  those  of 
his  numerous  hearers,  as  to  the  great  import  ande 
and  value  of  the  work. 

C.  Borland,  Esq.,  being  called  upon,  stated  the 
peculiar  advantages  of  the  road,  and  urged  imme- 
diate action  in  its  behalf.  The  question  beiqg 
then  taken  upon  the  adoption  of  the  resolutions, 
they  were  unanimously  agreed  to. 
J|The  Chairman  thereupon  nominated  the  follow- 
ing committe,  pursuant  to  the  resolution  provid- 
ing for  their  appointment  to  wit:  D.  Tallniadg*, 
Col.  Medill,  W.  P.  Creed,  J.  Radebaugli,  J.  I). 
Martin,  H.  Springer,  S.  C.  Stambaugh,  J.  C. 
Rainey,  J.  Garaghty,  W.  L.  JertVics.  .1.  R,  M»- 
mangh,  0.  H.  Terry,  J.  C.  Weaver,  F.  Lilly,  F.  I. 
Boviug,  F.  A.  Steck,  J.  Clark,  E.  Perry,  G.  Sand- 
erson, J.  L.  Tuthill,  J.  Lyons,  M.  Kagy,  J.  Reber, 
Jas.  Weaver,  J.  T.  Brazee,  S.  G.  Forter,  G.  (S. 
Beck,  B.  McVeigh,  C.  F.  Shajffer,  and  N.  Sleich. 

Pern  and  ludianapolU  Kallroad. 

We  understand  it  is  in  contemplation  as  soon  as 
practicable  to  extend  this  important  thoroughfare 
north  ria  Warsaw^  to  Goshen,  to  intersect  the 
Northern  Indiana  Railroad,  making  a  great  ttunk 
line  to  the  northern  boundary  of  the  Stat«.  The 
importance  and  feasibility  of  this  work  may  be 
seen  from  the  following  letter  of  the  Chief  Engi- 
neer to  thePresidcntof  the  Peru  and  Indianapolts 
Railroad,  and  which,  giving  as  it  does,  some 
iute-csting  statements  of  the  revenue  of  new 
works,  we  publish  entire. 

l.vDi.iN.M'ocis,  July  26,  18o3. 

E.  W.  H.  Ellis,  PresidentPeru  and  Indianapolis 
Railroad 

S;r  : — In  reply  to  yours  of  2od  inst.,  request- 
ing an  estimate  of  the  cost  and  [the  probable 
business  of  the  proposed  extension  of  your  road 
to  Warsaw,  J  would  beg  leave  to  submit  the  fdl- 
lowing. 

The  distance  from  Peru,  the  present  northern 
termiims  to  Warsaw,  is  about  35  miles.  The  only 
engineering  dilliculties  to  be  overcome  arc  in 
leaving  the  valley  of  the  Wabash,  and  in  crossing 
that  of  Eel  river. 

The  elevation  to  be  overcome  is  probably  12o 
teet,  and  may  be  met  by  grades  not  e.vceeding  -10 
feet  per  mile.  Comparing  this  with  similar  lines 
in  this  St.ite,  I  should  suppose  the  grad  nj  and 
bridging  may  be  done  for  j<3,000  per  mile.  The 
iron  .ind  wood  superstructure,  including  chairs  and 
spikes,  will  cost  ir'8,000  per  mile.  Track  laying, 
dei)ots,  water  stations,  engineering,  and  cofntin- 
geucies  $2,000  i)er  mile.  In  all  $13,000  per  mile, 
or  $455,000  to  Warsaw. 

This  extension,  independent  of  its  intersections 
and  connections  with  other  roads,  will  add  largely 
to  the  business  of  your  entire  line,  particularly  in 
the  way  of  passengers. 

The  increase  of  freights  would  probably  be  no 
more  than  that  due  to  35  miles  of  indepen  lent 
road,  as  the  canal  at  Peru  will  generally  be  the 
point  for  the  reshipment  of  produce.  But  when 
we  consider  that  this  extension  crosses  the  Eel 
river  valley  and  the  Fort  Wayne  and  Mississippi 
roads,  and  connects  at  Warsaw  with  the  braiu:h  of 
the  Northern  Indiana  road  from  Goshen,  we  have 
every  reason  to  believe  that  the  increase  in  both 
freight  and  passengers  will  gmatly  exceed  the 
amount  due  to  the  extension  without  such  con- 
nections. 

From  my  observation  of  the  business  of  roads 
in  the  West,  I  find  thodaily  average  of  passengers 
each  way,  to  exceed  one  to  each  mile  operated. 
This  is  so  generally  true,  that  I  consider  it  a  safe 
basis  in  estimating  the  probable  business  of  new 
roads. 

Your  road  from  Indianapolis  to  Peru  is  72  miles, 
which,  by  the  rale,  is  entitled  to  72  passengers 
daily,  each  way,  and  who  will  pay  one-half  the 


distance.  Exttnd  your  road  to  Warsaw,  and  in- 
dependent of  \xk  connection,  tho  increase  in  the 
number  of  paiscngers  due  to  ^our  road  is  ;i5 
each  way,  dail^,  or  70  in  all.  |3ut  the  greatest 
increase  is  in  the  incre.-ised  distai^oe  paid  for. 
Thus  144  passengers,  daily,  due  4o  72  miles  at 

1  !.<  cent  per  mile $15o.61 

214  passengcrsj  daily,  due  to  107  miles. 

at  \%  cts  pel- mile ^4367 

The  increase  -of  freights,  ordins  rily,  would  be  iu 
the  same  proportion.  '  ^ 

The  diHereqce  may  seem  too  large,  and  the 
estimate  witholut  a  basis,  but  ahy  one  who  will 
take  the  trouMe  to  examine  the  statistics  of 
western  roads  ivill  find  their  bniiness  (all  things 
being  equal)  increases  as  the  sijuarts  of  the  distance 
operated.  In  Other  words,  the  Imsiness  due  to  a 
road  80  miles  in  length,  is  four  tijnes  grcaWr  than 
that  due  to  40  tnilcs.  This  rule  j^iolds  good  in  es- 
timating the  I'knl  business  of  rbads.  The  only 
business  that.  In  my  opinion,  sho^ild  enter  into  tho 
estimates  of  nOw  projects.  Thert  are  circumstan- 
ces that  will  materially  affectj  tlie  working  of  the 
rule  laid  down,  but  it  is  sufttcienttly  true  to  satisfy 
us  in  extending  a  road  when,  as  In  this  instance, 
such  extension  will  not  add  i^aterially  to  the 
working  cost,  ind  opens  up  a  cduntrj'  unsurpass- 
ed in  fertility :  also  forming  oonnexions  with 
other  important  lines,  cither  con^leted  or  in  pro- 
gress. • 

This  proposed  extension  of  y  out  road  is  the  only 

j  link  wanting  in  the  chain  of  roaf  extending  from 

the  Northern  lire  of  Indiana   to  Mobile  and  New 

[Orleans  on  tbeGnlf  of  Mexico,  aid  Charleston  on 

1  the  Atlantic.     It  makes   perfect,  ^be  cortocction 

with  more  than  i,(X)0  miles  of  trufik  lines  of  roads, 

and    double    t^iat    amount  of  davigable     water 

courses.  !  j  J 

In  view  of  ihesc  facts,  1  cOfisider  it  of  the 
greatest  importance  to  your  compimy  to  secure  IIm- 
extension  of  yOur  road  at  the  ej^liest  practicable 
day.  I 

Verv  respectfully, 
'  EG  BARNEY. 

C.  Eip.  andl.  R.  R, 

Tu»uels    ot  tlte   wbrlit* 

The  lollowiqg  article  was  pr«i)arcd  by   W.  L. 
i  Dearborn.  Esq.,,  Civil  Engineer,  df  Roxbury  Mass., 
iforJ.    M.    Keith,   Esq.,  Junior  j  Counsel   for  tlM- 
lloosac  Tunnelj.  !| 

;     Embracing  .lilarge  proportion  Of  those  structures 
I  finished,  in  progress  and  projectii,  in  the  several 
States  of  the  w<)rld. 

.\llhough  scarcely  any  two  tiiineU  are  exactly 

;  alike,  as  to  the  strata  through   tfhich    Ihcy  pass. 

j  the  size,  length,  number  and  depJLli  of  shafts,  the 

«(uantity  of  water  to  be  extracted,  the  climate  of 

I  locality,  and  tJie  lining,  all   of  «tbich    affect  the 

I  cost,  and  the  tjme  required  for  tie   work,   still   a 

i  near  .approximate  decision  can  be  arrived  at  by 

examining  the  details  of  thos«»  Already   finished. 

and    comparing  them  with   a  prf posed  tunnel,  if 

the  same  tools  an<l  apidiances  arf  to  be  used   for 

working  in  both  c;ises.     If  impravements  are  in- 

tro<luced,  such  as  steam  drills,  ciltting  and  boring 

apparatus,  «S:c.,  then  the  cost  aid  time  will   be 

modified  in  proportion  to  the  rai4dity  andexpeniie 

with  which  thefce  machines  can  b*  made  to  do  their 

work. 

The    macbiaes    invented    Ibrj  boring    Hoosae 
Mountain  and  excavating  the  mdbnt  Cenis  tunnel, 
[exhibit  great  ingenuity  :  the  foauer  has  been  tried , 
jand  gives  good  results,  bidding  f*ir  to  answer  the 
ends  proposed-i-but  a  longer  triaj   is   required  to 
I  determine  its  merits.     The  latter  It  is  said  will  cut 
I  twenty-two  feet  in  solid  rock  in  tlventy-four  hours 
j  but  it  h.xs  not  fco  my  knowledge  been  tested  to 
I  any  great  extetjt  as  yet,  so  that  rtc  must  wait  Air- 
j  ther  exi>eriments  before  a  correct  opinion  can   be 
I  formed  of  its  ultimate  aid  in  rmmclling. 
'      The  tunnels  enumerated  have  been  construct- 
ed on  the    usual  method  of  carrying    on   such 
works. 

The  construction  of  ttiunels  for  aqeducts,  min- 
ing &«.,  dates  back  to  the  evliett  periods  of  bis- 
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tory.  Those  mentioned  by  Stiabo,  thiough  Mount 
Piatus,  for  regulating  the  beig)it  of  he  water  in 
Copais,  in  Boeotia,  are  some  of  them  t  lirty  stadia, 
equal  to  3,447  miles  in  length,  and  w«  re  works  of 
great  labor.  The  tunnels  of  Egypt,  *  nd  those  of 
the  celebrated  Roman  aqueducts,  aind  the  tunnel 
at  lake  Albano,  GOOO  feet  long,  cut  tl  rough  lava, 
in   398  B.   C.  are  m.^numents   'vArt  ly    of  their 

«ge-  ! 

There  is  a  tunnel  reported  to  hate  been  found 
under  an  arm  of  the  sea  near  Ajar  eillea,  from 
Abbey  St.  Victoir  to  Fort  St.  Niccjas  having  an 
arch  of  60  feet  span,  and  being  1^2'  feet  long, 
supposed  to  have  been  of  Romarj  t  rigin.  The 
first  tunnel  constructed  for  canal  nav;  gation  was 
on  the  Langueiloc  canal,  in  16G6,  pilar  ned  by  F. 
Andre  ossy. 

France  has  56  tunnels  on  her  canal  J  and  rail- 
roads, 36  of  which  have  an  aggregat|e  1  !ngth  of  45. 
40  miles.  The  longest  of  small  size  is  7.45  miles, 
and  that  of  large  dimensions  is  3.52  miles  long. 
The  Rouen  and  Havre  Railroad  h^is  8  tunnels  ; 
Paris  and  Lyons,  8  also.  | 

That  truly  grand  work,  the  aquequc[>  from  the 
Durance  to  Marseilles,  has  8  tunnejs,  vhose  total 
length  is  10.66  miles.  That  througli  Lhe  Tailla- 
des  had  7320  gallons  of  water  pumAed  out  of  it 
each  minute,  during  a  part  of  the  tir^ie  it  was  in 
progress,  to  keep  it  free,  and  requirtjd  ;  ill  the  ge- 
nius of  M.  Montretcher,  the  Engineer,  x)  carry  it 
on  to  completion.  There  w.is  a  tunkiel  projected 
for  the  Pic.irdy  canal  of  8.51  miles  in  1  sngth,  but 
two  short  ones  were  substituted  for  it. 

On  the  German  railroads  there  are  lO  ti  unels.  The 
Georgia  Sialton  tunnel,  in  the  Haiz  Mcuntains,  is 
6.48  miles  long.  It  was  begun  in  1777,  and  finish- 
ed in  1800,  and  cost  £71,172.  [ 

S[)ain  has  some  railroiid  tunnels.  I  T  le  Sarilin 
Jan  States  have  a  number;  one  at  jM)unt  Giovi 
nearly  two  miles  long,  on  the  Genoja  ind  Turin 
railroad.  There  are  on  this  railroad!  ir  26  miles 
through  the  Apennines,  9  tunnels  ;  ajnd  the  road 
is  considered  one  of  the  most  difficult  pieces  of 
railroad  engineering  ever  undertakenl. 

The  Mt.  Cenis  tunnel,  projected  foir 


he 
and  Turin  railroad,  is  one  of  the   grand  est 


of  this  nature  ever  contemplated.  I  is  to  be 
7.63  miles  long,  and  19x26  feet  \n  lize.  The 
j)lans  for  it,   and  the  machinery  to  Mo  k  it,  were 


Lyons 
works 


inguished 
01  scientific 


were   ap- 

they  de- 

The 

time   fixed 

summit  of 

2400   feet 


devised  by  the  Chevalier  Mause,  the  ^is 

enghieer  of  this  railroad.     A  board     ' 

gentlemen,   engineers    and  geologists 

j>ointed  to  examine  these  plans  &c.,  rtmi 

cided  unanimously   in  favor  of  the  pro  ect. 

estimated  cost  is  §2,615,000,  and  th<i 

for  its  completion  is  five  years.     Th^ 

the  post  road   over  this  mountain  |s 

above  the  tunnel.  The  mountain's  sutmiiitis  2450 

feet  above  this.     No  shafts  are  to  belsu  ik 

In  Switzerland,  in  Val  Cristallena,  th<  Alps  are 
to  be  pierced  by  a  tunnel  for  the  !Itf  Uian  and 
German  .lunction  Railroad,  3.5  miles  lloi  g. 

The  Sommering  Tunnel  through  aim >untain  of 
that  name  in  Austria,  is  one  mile  long. 

Hungary  has  a  mineral  railroad  tunnel  10  miles 
long,  just  completed.  i 

England  has  48  canal  tunnels,  of  itn 
length  of  40  miles,  the  longest  of  whic  i 
."  miles,  on  the  Huddersfield  canal,   if 
one  re[>orted  18  miles  long,   on  the  Br 
Canal.     She  also    has  79    railroad  tijnr  els,  49  of 
which  amount  to  32.83  miles;  thelohg<stis  3.01 
miles. 

The  London  and  Birmingham   Raib'oAd    has 
tunnels ;  London  and  Dover   5  ;  NetvcKst'e 
Carlile,  6 

A  canal  tunnel  of  6  miles  in  length  wai  project 
e<l  for  the  Manchester  and  Bolton  Cana 
4.5  miles  long  for    the  Portsmouth  abd 
Canal,  but  not  constmcted.  \ 

The  United  States  have  67  tunnel^ 
and  railroads,  the  longest  of  which  id 
mile. 

The  details  of  these  are  now  difficult  \iO  obtain 
Many  of  them  are  short,  however. 

Baltimorv  and  Ohio  railroad  has  16'tunnela; 
Pvkcrsbwf b  railroad,  17  (  H»mpfl«14  r iilread,  7. 


figgregate 

is   over 

We  except 

dge  water 


8 
and 


and  one 
Corydon 

I  fa  canals 
at>out  one. 


A  funnel  of  4.04  miles  in  length  was  projected 
by  the  celebrated  engineer.  Gen.  Bernard,  in  1825 
for  the  passage  of  the  Alleghany  Mountains  by 
the  Chesapeake  and  Ohio  Canal. 

In  the  foregoing  statement  there  are  no  doubt 
many  tunnels  omitted,  as  I  have  mentioned  those 
only  that  are  contained  in  works  in  my  own  Li- 
brary, vrith  three  or  four  exceptions. 

The  art  of  tunnelling  has  been  so  extensively 
practised,  that  they  are  not  now  looked  upon  by 
engineers  and  others,  as  such  formidable  obstacles 
as  they  formerly  were. 


ItOcomotlT-e  Factory  in  Plttabnrg. 

The  following  communication  has  been  address- 
ed, through  us,  to  capitalists  and  others,  anxious 
to  establish  a  locomotive  shop  at  the  above  point. 
Our  recent  article  upon  the  delivery  of  Locomo- 
tives in  the  Western  market  has  drawn  increased 
attention  to  this  subject,  of  such  vital  importance 
to  western  people. 

Mr.  Editor  : 

In  a  late  article  upon  Locomotive  Building  in 
the  West,  yon  made  some  statements  which  may 
perhaps  induce  some  parties  to  look  to  this  region 
for  a  site  for  such  an  enterprise.  If  there  be  any 
such,  I  beg  leave  to  make  to  them  through  your 
columns,  the  following  offer. 

To  any  resposible  company,  who  will  agree  to 
build  within  a  year,  I  will  give,  without  charge, 
all  the  ground  necessary  for  shops  and  yard.  They 
shall  have  the  choice  out  of  about  fifty  acres  on  a 
level  tract,  four  miles  fVom  the  center  of  the  city 
of  Pittsburgh,  with  which  it  is  connected  by  river, 
by  a  level  plank  road,  and  soon  will  be  by  one  ol 
the  principal  railroads  meeting  at  this  place.  The 
situation  is  every  way  good,  the  hind  lying  above 
the  reach  of  floods.  Fuel  can  be  had  as  cheap  as 
at  any  other  place  in  or  about  Pittsburg,  and  prob- 
ably below  the  figures  you  give  in  the  article  re- 
ferred to.  Coal  suitable  for  raising  steam  can  be 
had  at  less  than  half  that  price.  Should  the  pre- 
sent rate  of  increase  in  the  city  continue,  but  few 
years  must  elapse  before  this  property  is  thickly 
populated. 

Please  give  my  address  to  parties  wishing  more 
definite  information  and  oblige,  A.  B. 

Pittsburgh,  Aug.  4th,  1853. 

P.  S. — This  offer  is  open  to  parties  contempla- 
ting other  kinds  of  manufacturing  enterprise. 


The    Mobile  and    Girard  Railroad. 

We  yesterday  had  the  pleasure  of  a  personal 
interview  with  CoV  R.  S.  Harfjaway,  the  enter- 
prising and  indefatigable  President  of  this  road, 
from  whom  we  obtained  much  valuable  and  in- 
teresting information  connected  with  this  im- 
portant link  which,  on  its  completion,  will  connect 
this  city  with  Mobile,  and  eventually  with  New 
Orleans. 

Our  readers  are  already  advised  that  the  city  of 
Mobile  has  subscribed  to  this  enterprise  SI  ,000,- 
000,  and  on  the  25th  ult.  her  citizens  we  are  hap- 
py to  learn,  by  a  vote  of  426  to  33  ratified  and 
confined  this  subscription  ;  her  real  estate  owners 
thereby  agreeing  to  tax  themselves  to  jiay  the  in- 
terest on  this  amount.  The  only  condition  upon 
which  this  subscription  is  made,  is  that  the  Road 
shall  be  put  under  contract  in  time  to  have  it 
completed  in  three  years.  This  subscription  by 
the  city  of  Mobile,  together  with  8500,000,  already 
subscribed  by  individuals,  will  insure  the  comple- 
tion of  the  Road  to  a  point  six  miles  this  side  of 
Greenville,  where  it  will  intersect  the  line  surveyed 
for  the  Montgomery  and  Pensacola  Railroad.  It 
will  leave  therefore,  a  gap  between  Columbus  and 
Greenville  to  be  filled  up  before  either  this  city  or 
Columbus  can  avail  tbemselTM  of  a  connexion 
wiib  Mobilt.    It  appears  to  t»  irwry  dearlr,  tbtr^ 


fore,  that  it  is  to  the  manifest  interest  of  this  city, 
the  Central,  the  South-western  and  Muscogee 
Railroad  companies,  and  the  city  of  Columbus,  to 
fill  up  this  hiatus.  The  citizens  of  Columbus, 
impressed  with  the  importance  of  this  measure,  we 
nndcrstand,  held  a  meeting  on  Saturday  evening 
last  and  authorized  the  City  Council  of  Columbus 
to  subscribe  an  additional  sum  of  S150,000  to  aid 
in  building  this  connecting  link.  This  sum  will 
secure  the  construction  of  the  road  from  Columbus 
to  Union  Springs  during  the  next  year,  as  the 
road  is  now  under  contract  to  that  point,  twenty- 
two  and  a  half  miles  of  which  will  be  in  running 
order  the  ensuing  winter.  The  locomotive  and 
cars  are  already  on  hand  and  paid  for,  and  the 
iron  will  be  ordered,  in  a  few  days,  as  the  Presi- 
dent is  now  in  this  city  and  will  leave  to-day  for 
the  North,  to  purchase  it  with  the  bonds  of  the 
city  of  Columbus,  issued  for  that  purpose. 

It  is  calculated  that  it  will  require  S7oO,000  to, 
complete  the  road  from  Union  Springs  to  the  pointt 
six  miles  this  side  of  Greenville,  a  distance  of  fifty- 
six  miles.  New  Orleans,  we  learn,  has  positively 
promised  an  additional  aid  of  between  two  and 
three  hundred  thousand  dollars,  leaving  a  balance 
of  about  S450, 000  to  be  made  up  by  the  people 
on  the  line,  who  have  already  subscribed  ninety 
three  miles  to  be  paid  lor  in  grading,  and  S295,o6o 
in  cash,  including  the  Columbus  subscription  firs 
made. 

It  appears  clear  to  our  minds,  that  it  is  the  in- 
terest of  Savai;nah  and  Columbus — the  Central, 
the  South-western  and  the  Muscogee  Railroad 
companies  to  supply  the  balance  of  the  above 
amount,  so  us  to  enable  the  directors  to  say  that 
the  road  shali  be  built  in  three  years — for  if  this 
road  is  not  built  within  that  time,  may  not  Mobile 
place  her  million  in  the  Montgomery  charter  to 
run  a  road  from  that  city  to  Montgomery  1  Es- 
Ijecially  as  Montgomery  has  said  to  her,  "if  you 
are  in  earnest  about  subscribing  S1,0()0,000  to 
build  a  Railroad  we  will  meet  you  more  than  half 
way,"Jwhich,  if  done,  would  place  Montgomery  on 
the  through  line  of  road,  and  make  it  the  nearest 
to  Augusta  by  the  Montgomery,  Atlanta  and 
Georgia  Railroads;  and  Columbus  and  Savannah 
will  lose  the  advantage  and  position  of  being  on 
the  shortest  line  betweentheGulfand  the  Atlantic; 
and  lose  us  also  at  least  "o.OOO  bales  of  cotton, 
which  will  go  to  Apalachicola  and  Montgomery. 

If  this  gap  between  Union  Springs  nnd  Green- 
ville is  not  filled  up,  it  will  also  throw  us  off  of 
the  line  of  travel  between  the  cities  of  the  Gulf" 
and  the  Atlantic,  andgive  to  Charleston  a  decided 
advantage  over  Savannah.  We  have  recently 
heard  of  failures  to  connect  between  Columbus  and 
Opelika,  which  have  thrown  the  travel  destined 
for  this  city  upon  the  upperroute,  and  if  travellers 
habituate  themselves  to  pass  that  way,  it  may  be 
difficult  at  a  future  day  to  divert  them  from  it. 

Without  reference  to  any  other  line  of  improve- 
ment, we  regard  the  early  completion  of  the  Girard 
and  Mobile  railroad  as  of  the  first  importance  to 
Savannah.  We  are  already  connected  with  Co- 
lumbus more  than  half  way  to  Mobile,  and  the 
completion  of  the  Girard  railroad  will  connect  us 
with  that  city  and  eventually  with  New  Orleans. 
The  completion  of  this  road  will  give  us  great  ad- 
vantages. As  has  been  seen  the  means  are  provi- 
ded for  all  but  56  miles,  and  the  questionnow  ari- 
ses, shall  not  the  requisite  amount  of  money  beat 
once  raised  to  enable  the  president  to  go  on  and 
fill  up  this  gap  and  complete  the  entire  line  of 
road  from  Girard  to  Mobile,  in  three  years  as  re- 
quired by  the  condition  of  the  Mobile  subscriptioni 
This  must  be  done.  The  road  must  be  built  in  3 
years,  or  the  S1,000,(X)0  subscribed  by  Mobile  may 
be  merged  into  the  stock  of  the  Montgomery 
and  Pensacola  railroad,  and  we  he  cut  off"  from 
the  bright  prospects  which  are  now  held  to  our 
view. — Sai\  Republican.      .  ■.!-'.■-''' 

Since  the  above  was  in  type,  we  have  received 
the  following  estimate  of  the  cost  and  business  of 
this  important  road. 

The  company  has  sufficient  meani  to  finlab  the 
road  flrom  CHrard  to  Oolb«rt,  •  diiunof  of  tifntgr* 
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two  and  a  Iialf  miles,  and  has  on  band  an  engine 
and  five  cars,  all  paid  for ;  no  debts  have  been 
contracted  except  for  work  on  the  road,  and  the 
funds  are  in  band  to  meet  allliAbilities  heretofore 
incurred.  So  far  all  is  safe  ;  and  it  is  understood 
that  the  cars  will  run  over  this  portion  of  the  road 
sometime  during  the  next  season. 

The  estimated  cost  of  the  road  from 
Colbert  to  Union  Springs,  a  distance 
of30  miles,  is $420,000 

The  amount  subscribed  on  that  portion 
of  the  line  in  grading,  &c.,  that  can 
be  relied  on,  is 100,000 

Contractors  will  take  in  stock 116,000 

Additional  subscription  of  the  city  of 


Columbus,  almost  certain . 


150,000 


$366,000 

Leaving  a  balance  of $54,000 

which  the  President  is  certain  he  can  procure  on 
the  line  and  elsewhere.  With  the  additional  sul)- 
scription,  therefore,  of  $150,000,  the  completion 
of  the  road  to  Union  Springs  is  a  fixed  fact. 

The  following  tables  have  been  furnished  us  by 
Mr.  George  S.  Runey,  the  very  efficient  engineer 
of  the  road: 

Estimated  coi^t  of  road  to  Mobile  inclu- 
ding the  rolling  stock  of  the  road,  de- 
pots, side  tracks,  &c 4,024,000 

Total  amount  of  subscription 2,795,000 


Amount  required  to  finish  the  road. . .  1,229,000 

ESTIMATES  OP  ANNUAL  RECEIPTS. 

50,000  through  passengers  at  $5 $350,000 

20,000  way  passengers,  at  $3.50 70,000 

Mail •     60,000 

25,000  bales  of  cotton 187,000 

MerchEindize  and  Groceries 175,000 

Lumber  and  miscellaneous  products 20,000 


Lilgbtner'a    Patent    Axle    Box. 

We  have  been  shown  two  letters,  which  we  an- 
nex, going  to  show  the  superiority  of  this  bos 
over  all  or  any  others  used  for  railroad  cars. 

It  appears  that  the  Maine  Road  are  aban<ion- 
ing  the  grooved  axle  to  which  their  former  patterns  ^ 
of  boxes  have  compelled  them  to  adhere  so  long.; 

Boston  and  Maine  Railroad  Office,  i 
Boston,  July  5th,  1853.  ) 
Mr.  William  Sheuburn,  Agent  Lightner  Box. 
Dear  Sir  : — We  are  substituting  the  Light.meb 
Boxes  in  place  of  all  others  upon  this  road  as  fast 
as  is  practicable,  satisfied  that  they  are  the  best 
we  know  of. 

Yours  truly, 
THOMAS  S.  WILLIAMS,  Superintendent. 
Office  Montgomery  and  West  Point  Railroad.  ) 
Montgomery  Ala.  July  9,  1853.      S 
Dear  Sir: — Your  letter  was  received  this  morning 
and  I  take  r)le;«sure  in  adding  my  testimony  to  the 
mass  of  evidence  which  the   Patentee  must  now 
have  in  his  possession  in  favor  of  his  axle  boxes, 
for  from  all  ilie  roads  on   which  they   have   been 
used  (and  I  believe  they  have  been  very  generally 
adopted )    I  have   heard  but    one    expression   ol 
opinion  and  that  was  of  entire  satisfaction.     From 
actual  exyierimeiit.     I  am  satisfied  that  the  Light- 
ner   Box  i»  the  most  convenient  and  economical 
in  use  and  that  it  cannot  fail  to  give  satisfaction 
to  any  company  applying   it    to   their  cars. 
Very  llespectfiilly, 
\  Y'our  Obedient  Servant, 

SAMUEL  G.  JONES,    Engr.  aad   : 
,  Superintendent.  i 
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This  road  will  be  one  of  the  gre«t  highways  of 
the  nation.  It  will  be  in  a  direct  ine  with  Har- 
risburg.  Wheeling,  Columbus,  Indiafiapolis,  Spring- 
field Hannibal  abd  St.  Jaseph,  atiA  would  meet 
whenever  opporttinity  is  afforded,  vitli  the  hearty 
co-operation  and  assistance  of  .ill  l-he  citizens  in 
this  section  of  our  state.  j 


Gross  receipts $852,000 


40  per  cent  for  expenses  on  receipts $340,800 


Net  profits $511,200 

Equal  to  12^  per  cent,  on  the  capit<il  stock. 
Estimated  cost  of  road  to  Union  Springs .  $728,000 

'  •  "  ESTIMATE    OF    ANNUAL    RECEIPTS. 

60,000  bales  of  cotton 80,000 

Groceries  and  merchandize 60,000 

Passengers  each  way  daily 21 ,000 

Mail 6,000 


Gross  receipts $107,000 

40  per  cent  for  expenses  on  receipts 43,160 


Net  receipts $63,840 

Equal  to  over  eleven  per  cent,  on  the  capital 

stock. 

Estimated  cost  of  road  from  Colbert   to 
Union  Springs,  (30  miles) $420,000 

Amount  subscribed  on  the  line  that  can  be 
relied  upon  in  Grading,  &>c 100,000 


Fort  'Wm.ynt)  and  Southern  RaIlroad> 

This  road  is  designed  to  run  from  Fort  Wayne 
to  the  Ohio  river,  either  at  Jetfersonville  or  New 
Albany,  through  131ufilon,  Hartford,  Muncie,  New- 
castle, Rushville,  Geensburg,  Vernon,  Lexington, 
and  Charleston,  the  county  seats  of  Wells,  Black- 
ford, Delaware,  Henry,  Rush,  Decatur,  Jennincs, 
Scott,  and  Clark  counties — all  the  counties 
through  which  the  road  runs — and  is  almost  a 
direct  straight  line.  It  is  now  under  contract  to 
Muncie,  about  one  third  the  whole  length,  and 
Mr.  Holman,  the  principal  engineer,  is  organizing 
a  corps  preparatory  to  an  immediate  survey  of  the 
remaining  portion  of  the  route. 

The  country  through  which  this  road  will  run, 
is  not  excelled  in  the  world  for  fertility  and  pro- 
dnctiveness  of  soil  ;  and  the  road,  when  comple- 
ted, will  open  this  productive  region  to  the  track,- 
of  Louisville  or  New  Albany  and  by  connection 
with  the  Louisville  and  Nashville  road,  and  its  con- 
nections ,|establish  a  direct  and  rapid  communication 
with  the  whole  south  and  south-west.  The  ad- 
vantage of  such  a  market  to  the  people  of  that 
portion  of  this  State  through  which  the  road  is 
intended  to  run  can  scarcely  be  estimated. 


-.•■:■.    ,     •         -    .-  $320,000 

Amount  that  contractors  will  take  in 
stock 116,000 


-^$204,000 
If  Columbus  will  subscribe 150,000 


The  balance  of  $54,000  will  be  obtained 
by  new  subscription  on  the  line  and  else- 
where  $54,000 

Resisnatioii* 

Edwin  Noyes,  Esq.,  has  resigned  the  Superin- 
tendency  of  the  Androscoggin  and  Kennebec  rail- 


Central  IlllnoU  and  Indiaaa  Railroad. 

The  Springfield,  111.,  Journal  says :  We  have  re- 
ceived the  following  information  concerning  this 
important  road,  in  which  the  citizens  of  Spring- 
field and  of  Sangamon  county  are  deeply  interest- 
ed: 

Two  surveys  have  been  made  from  Decatur  to 
Indianapolis,  by  which  the  distance  in  an  air  line 
is  ascertained  to  be  145  miles.  The  report  of  the 
engineer  will  soon  be  ready  for  publication,  con- 
taining estimates  for  the  entire  cost  of  construc- 
tion and  equipment  of  the  road.  A  few  weeks 
since,  the  two  companies  which  were  most  parti- 
cularly concerned  in  the  enterprise,  were  consoli- 
dated, and  a  board  of  directors  appointed  consist- 
ing of  six  in  this  state  and  six  in  Indiana.     Judge 


RMlroad  NecUMgf^ 

On  the  25th  nit-  the  citizens  of  Euttiw,  Greene  Co., 
lAla-,  met  for  the  purpose  of  takingiinto  considera- 
tion the  expediency  of  connecting  their  region  by- 
railroad  with  the  Mobile  and  Ohio  road.  Dr.  Z. 
Merriwether  was  called  to  the  chatr.  Major  S.  M. 
Gowdy  appointed  secretary.  On  i^otion  of  J.  D. 
Thornton,  Esq.,  the  following  resolution  was  adop- 
ted unanimously^ 

Resolval,  That  the  citizens  of  G^nc  county  be 
and  they  are  heiicby  invitod  to  niett  at  the  Court 
House,  in  EutaW,  on  Tuesday,  the  jiiid  day  of  Au- 
gust next,  to  consult  an*'  take  action  in  regard  to 
the  construction  of  a  railroa<i  through  Greene  Co., 
to  connect  the  Mobile  and  Ohio  railroad  with  the 
roads  projected  north-east  of  us. 

Resolved,  Th.ilt  the  following  a»e  ajjpoinfed  as 
delegates  to  att«md  the  railroad  m^etin?  to  be  held 
at  Tuscaloosa  on  Tuesday  m-xt :  8  M.  Gowdy,  J. 
I.  Thornton,  Mo»es  Hubbard,  W.  ^eriiw«'ther,  F. 
M.  Kirksey,  Z.  Merriwether,  Jr.,  J.  G.  Sheppard, 
J.  W.  Taylor,  Bi  Hatter,  S.  W.  Cofckrcll,  James  D. 
Thornton,  J-  H.  Chapman,  E.  Morgan. 

Jackt^H     BranaK    Railroad. 

This  important  link  in  a  ch.iin  of  railroads  to 
connect  the  central  and  north westtni  portions  of 
tho  State,  with  the  Michigan  Southern  Railroad, 
may  now  be  said  to  be  fairly  u|der  way.  The 
lettings  took  pUce  at  Clinton  la^t  Friday.  The 
grading,  bridgiftg  and  tracklayin^  of  the  entire 
line  from  this  place  to  Jackson,  alid  the  re-laying 
of  the  old  track  south  of  this,  ware  let  to  ener- 
getic and  responsible  men,  whd  will  push  the 
work  through  wfith  all  practicaltlM  dispatch.  We 
understand  thai  it  is  conteraplateid  by  the  enfnn- 
eer  and  contracitors  to  have  the  r*ad  re-laid  with 
T  rail  to  this  pbint,  and  extended  to  Clinton  and 
Manchester  this  fall,  and  complcjied  to  Jackson 
next  winter  as  early  as  may  be ;  and  we  are  in- 
formed by  the  Agent  of  the  compi»ny,  that  assess- 
ments on  the  niw  stock  for  buildiihg  this  branch, 
hrve  been  made,  payable  the  fout  ensuing  months 
in  instalments  of  25  per  cent,  mdithly,  sufficient 
to  build  and  equip  the  entire  jlinc — Tecumfh 
Herald.  \ 

CtnclanAtt  and  WTesteru  llatlroad. 

This  road  is  to  run  from  Cincinnati  to  Wabash 
on  the  Wabash  and  Erie  Canal,  pfissing  through  a 
rich  and  productive  portion  of  this  State  and  of 
Ohio.  At  Cambridge,  it  will  comject  with  the  In- 
diana Central  railroad,  by  which  Bieans  it  will  form 
a  route  from  this  city  to  Cincinnati  not  exceeding 
one  hundred  and  twelve  miles  in  distance.  In 
consideration  of  the  easy  grade  aftd  the  few  curves 
which  exist,  it  is  thought,  by  itsi  friends,  to  pre-  • 
sent  a  very  favorable  route  to  Citicinnati.  As  an 
evidence  of  the  estimate  put  upoti  it  by  our  citi- 
zens, we  may  mention  the  fact  th#t  near  fifty  thou- 
sand dollars  of  Its  stock  was  taken  by  them  during 
the  present  week. 

We  learn,  frcm  an  authentic  sottrce,  that  the  af- 
fairs of  the  company  are  such   ns  to  warrant  the 


speedy  complcition 
Journal. 


of  the   road. —  I luLianapolis 


Santlk  Side  Railraad. 

The  Petersburg  Intelligencer  ejcprcsses  its  grat- 
ification at  the  rapid  progress  niafle  in  constructing 
the  South  Side  railroad,  and  info^-ms  us  that  the 
Roach  has  accepted  the  presidency  of  the  board,  |  grading  is  nearly  all  dune  betwedn  Farmville  and 
h.iving  resigned  his  seat  upon  the  bench  of  the  I  Chilton's,  fourteen  miles  below  Lpitchburg,  while 
Supreme  coart  of  Indiana  for  that  purpose.  Gov- !  between  Chilton's  and  James  River  the  operations 
irnor  Wriglit  and  other  distinguished  citizens  of!  are,  in  every  way,  satisfactory.  The  High  Bridge 
Indiana,  are  actively  engaged  in  behalf  of  this  road,  is  advancing  daily  tow.ards  completion.     Indeed, 


road,  and  assumes  the  management  of  the  Michi- 
gan Central  road.      Mr.  Bedington,  the  Trea^'orn'  I  and  strong  etioru  will   be~made  to  complete  it  at;  the  whole  li'ne,  from  the  present'  terminus  of  the 


9f  th»  A  4i  K.  R.R.  hM  «lM  rMifotd. 


•B  •xsXy  period. 


rail*,  near  Kice's  Sution,  w  Ljrofhburg,  ia  iatack 
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a  stfttc  of  forward  nc8s  as  to  warrant  the  e:;pecta- 
tion  of  its  being  ready  for  use,  from  end  Ito  end,  in 
12  months,  or  iu  less  time,  pvrhai>«. 

Eiirop«an  and  ITortla  Amcrlosn  RMIk^ad 

The  probable  early  construction  of  tbii  r<  ad  ap- 
pears to  have  been  secured.  We  learn  fnm  the 
Slatt  of  Maine,  "that  a  provisional  contract  has 
been  entered  into  by  the  above  comj^an  j  with 
Messrs.  Jackson,  Brassy,  Peto  and  Belts, |th !  same 
disliog:aislied  and  wealthy  parties  who  hfcivi  s  cre». 
ted  tlie  Grand  Trunk  railway  of  Canada. 

"The  proposal  of  Messrs.  Jackson  and  a  s.,  for 
the  E.  &  N.  A.  R.  R.,  is  for  a  first-class  road,  simi- 
lar to  the  Grand  Trunk  railway,  and  bUilt  upon 
the  same  specidcations,  with  iron  bridges  and  a 
permanent  wav,  cqaipped  to  its  utmosti  n  xessi- 

'•Toward  building  this  road  the  contra(^toi  s  pro- 
pose to  raise  80  per  cent,  of  its  cost,  and  t(  close 
the  contract  a.ssoon  as  the  company  will'ra  se  20 
per  cent  of  the  same  amount.  They  reqtiir »  only 
a  sniScient  subscription  to  ensure,  along!  iti  line, 
the  good  will  and  the  necessary  guardialns  lip  of 
the  people,  who  are  to  use  it.  Without  this  assu- 
rance, no  foreign  capitalist  would  feel  atj  e^  so  in 
thus  liberally  expending  his  money, 
people  of  Maine  will  at  once  become  stockhi  ilders 
in  the  underLiking  to  the  esteut  of  20  iieri  c«  nt.  of 
its  cost,  we  have  every  assurance  for  b4li<  ving. 
8uch  a  consummation  as  is  now  before  usj  is  what 
few  among  us  dared,  till  recently,  to  hop^  fc  r." 

The  directors  of  the  above  company,  wljjict  has 
just  been  organized,  are  A.  G.  Chandler,  ajid  Koah 
Smith,  Jr.,  of  Calais;  E.  L.  Hamlin,  S 
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NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence . . .  Maine 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H 

Concord " 

Cheshire *' 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  .and  Canada " 

Western  Vermont " 

1.  T7' ,'     Vermont  Valley " 

XtiS^r.  tne  ^^^^^  j^j^j  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cajx;  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 


Fitchburg . 
Vi  Shriek-  i ^^^  Bedford  and  Taunton. . . 

land,  and  W.  T.  Pierce,  Bangor ;  Reuel  >yill  ams, !  qjj  CoJouv        " 

Augusta ;  C.  J.  Oilman,  Brunswick ;  John  A.  *oor,  |  Taunton  Branch . 

A.  C.  Morton,  J.  M.  Wood,  Phin.  Barnesi  and  C.  j  Vermont  and  Massachusetts.. 

E.  Bai  rett,  of  Portland  ;   Henry  V.  Poor,  pf  New  ■  Worcester  and  Nashua " 


exert  a  salutary  influence  in 


Western " 

Stonington R.  I. 

Providence  and  Worc«8ter. . .      " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer  " 
New  York  and  New  Haven. . .       " 


York.  , 

The  officers  of  the  Board  are — John  A.  I'oor 
President ;  John  M.  Adams,  Clerk  ;  Henryf  B ,  Mo 
Cobb,  Treasurer.  j 

Stock  and  Money  Marlc«l«      I 

There  has  been  no  relief  in  the  Money  jVIsrket 
since  our  last.  If  anything,  the  stringency  Ilia  s  in- 
creased. There  appears  to  be  no  cause  what  ever 
for  it,  save  in  the  action  of  our  city  bank$. 
new  law  has  exposed  their  weakness,  and  jfot  the 
pxirpose  of  strengthening  themselves  they  iov '  re- 
fuse all  the  usual  accommodations  to  thc^ir  cus- 
tomers. A  sudden  paralysis  has  struck  on((  o  "the 
n.ost  important  items  in  the  machinery  of  bl.si  .ess  g--J-i|;;--^,  ^^f-  W 

and  every  thing  has  come  to  a  dead  stand  The  Cayuga  and  Susquehanna ....  " 
blow  falls  heavy  not  only  upon  sp€cidatnrs,h\ii\  up-  i  Erie,  (New  York  and  Erie). . .  " 
on  the  mercantile  commnnity.     The  new  la|w  |will !  Hudson  River . 


jj^g  Naugatuck 


New  London  and  New  Haven. 

Nor\vich  and  Worcester 

Buffalo  and  New  York  City . . 
Buffalo,  Coming  and  N.  York. 
Buffalo  and  State  Line 


N.  Y. 


chi  ick- 


;  Long  Island . 


undoubtedly 

ing  over-  ssues,  aud  in  correcting  oneof  thejgitat- 1  jj^^y  y^^jj  Central 

est  evils  of  the   Banking  system,  though  (he  re- ] Ogdensburgh  (Northern).. 

raedy  that  is  to  cure  the  rft.sc<t.<€,  will  probibly 

prove  fatal  to  a  goo<l  many   that   are  no    ^aj    in 

fault.     The  Banks  will  do  nothing  till  thejf  s  lall 

have  bronght  their  affairs  into  a  sound  con(lit  on 

This  is  well,  but  it  would  have  been  much  bet  ter, 


had  they  nevei"  been  in  any  other. 

the  general  condition  of  business  is  soundj ;  dve 
ty  department  of  industry  is  prosperous,  ai^d  we 
see  no  reason  why  money  will  not  soon  bjeccme 
SufHciently  ea.sy  for  all  practicable  purposes.  Tt  ere 
is  but  litUe  doing  in  railroad  bonds.  Good  4cc  iri- 
ties  of  all  kinds  Are  firmly  held.  The  fauc^  njar 
ket  has  aufltered  severely  a«  will  be  seen  bjr 
tables. 


>  Harlem 


>ur 


Oswego  and  Syracuse. 

jPlattsburg  and  Montreal. 

I  Rensselaer  and  Saratoga. 

I  Rutland  and  Washington . . 

j  Saratoga  and  Washington . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  .and  Rome 

Camden  and  Amboy 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Centr.il " 

CuinberLind  Valley Penn. 

Erie  and  North  E:ist 

Harrisburgh  and  Lancaster. . .  " 
Philadelphia  and  Reading. ...  " 
Philad.,  Wilmington  and  Bait.      " 


N.J. 


c 


160 
66 
72 
51 
20 
93 
35 
64 
82 
24 
16 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
53 
69 
28 
62 
75 
42 
66 
20 
26 
46 
12 
77 
45 
156 
60 
40 
46 
'62 
110 
60 
66 
61 
62 
55 
54 
91 
1321 
69 
60 
47 
36 
464 1 
144 
130 
95 
604 
118 
36 
23| 
25| 
60 

41! 

32 

39 

96 

65 

45 

31 

63 

56 

20 


tt 

Or 


a- 


t 

•a 


1,417,687 

809,878 

87G,/41 

1,365,500 

227,981 

1,649,278 

1,485,0001 

2,078,625 

3,016,634 

717,5431 

600,0001 


3,000,000 
1,016,500 
800,000 
123,884 
291,200 
622,200 
none. 
720,900 


none. 


1,097,600!  550,000 
2,486,000  2,429,100 
8,500,000;  3,500,000 

1,600,000 

392,000'      700,000 


Eh 


.£3 

c6 


.2  * 


IT 

a* 

.£w 

PB 

■<^  ei 


o 

b 

•a 

> 


-r 


4,649,392 
2,064,458 
2,180,000 
1,459,384 
In  progres 
2,540,217 
1,485,000 
3,002,094 


1,830,0001 
4,076,974: 
3,160,390! 
4,500,000i 

421,296 
1,691,100 
2,850,000 
1,060,000 
3,640,000' 

500,000; 

647,016 
1,964,070 

250,000 
2,140,536i 
1,134,000 


160,000 

390,000 

426,000 

171,800 

193,500 

500,000 

none. 

112,305) 

none.     | 

819,743. 


661,214 
1,400,000 

673,500 

1,746,516 

5,577,407 

12,000,000 

1,500,000 


200,233 
140,661 
133,338 
208,669 
16,694 
150,538 
306,805 
287,768 
328,782 


o 


132,546 


495,397 


1,995,249 
4,092,927 
3,546,214 
4,845,967 

633,906 
1,801,946 
3,120,391 
1,050,00<) 
3,623,073 

620,476 
1,246,927 


282,3001  2,293,634 

none,     i  307,136 

l,001,500l  3,203,333 

171,210  1,321,945 


none 


iUone'lOO 

80,053;none|  36 

46 

100 

40 

41 

IW* 


;  6 

Inone 

79,659,  none 
141,836,  8 

55,2661  5 
163,075j  6 

6K 


47 
59 
96i 


61,613j  8  'jl09 

jnone! 

nonel 

nonel 

266,5391  none 


14 

41 
32i 
17 
102 


5,160,000  5,319,5201  9,953,75911,339,873 


1,457,5001 
3,060,660 


300,0001  1,731,498 
472,666 


558,8611 

3,000,000 

926,0001 

750,600; 

2,121,110: 

900,000 


2,600,000 
'In  progres 

800,000'  1,511,111 
1,641,000|  4,978,487 

440,000 

650,000 

701,600 
1,550,000 


1.380,610 
2,596,488 
2,550,500 


Leased  to  the  Vt.  Cjent. 
Recently  opened,   jnone 

[none  • .  • . 

388,108    130,881    7^    ^9 
659,001     338,215    7  '  106} 
469,656     227,434   6       87i 
758,819    331,296   7      lOli 
60,743      30,056   2^    ^0 
229,004!      72,028   5       55 
488,7931   241,017!  1^   93 
229,445      99,589   8     jl04} 
574.574    232,7871  6     I  99t 
164,230      43,960'  7}4\m 
67,251       23,416;none!  68 
322,213    I01,610lnonei  92 
1.37,4061      24,399   8     !•... 
218,679'     18,648none|  18 
162,109!      66,900:  4i;ii  69i 
'    683,194i  6Xi  994 

I...:  68j 

253,690!    139,514|  6     :•... 

10     

600,4081    332,223;none!l25 

329,041     108,902inone| 

69,629 inonel 

114,410 


806,7131    428,1731  7 


102 


Recently  opened,    none   46 
267,561     116,965|  4^;  64i 
Recently  opened,    jnone   86 

In  progres' nonei  65 

879,636      872,0001  1,921 ,270JRecentlyjOpened.   J....130 

! In  progresi |  ....••• . 

425,6091      582,400:      987,627      76,760      39,360none   68 

687,000      400,000'  1,070,7861      74,241       23,406  none 

9,612,995  24,003,865  31,301,806'.1,537 ,766  1,691,628:  7        69i 
3,740,515    7,046,395  10,62" ,654!l,063,659:    338,783none'  67 
4,725,250      977,463!  6,102,9.%'    681,446;    324,494'.»5       57* 
2,446,3911    205,068'      44,070none    314 

..     i....  1154 

5,133,834!  480,137  195,847  none  36* 
607,808   90,6161  43,609'  4  1  70 

349,775  Rocentlv  opened,  none! 

774,495;  213,078   96,737|....!.... 
l,250,000iRecently  opened. 


1,875,148 

22,858,600: 

1,579.969' 

350,000i 

174,042 

610,000, 

850,000; 

899,800! 

237,690| 

430,9361 

l,011,940i 

1,500,0001 

1,022,420| 

2,197,840| 


516,2461 
2.111,824, 
2,969,760: 

201,500 

131,000: 
26,000 

400,000; 

940,000: 


I 


100,0001 

700,0001 

660,000! 

128,666 

476,000 


986,1061  1,500,000 
1,184,5001   13,000 

600,000! 

783,9601      688,061 


1,832,946:    173,646!    135,017 

329,577  Recently  jopened. 
1,043,857, Recently  !opened. 
1,693,711  225,152!  116,706 
4,327,4'^*' 1,<^«8,386l  478,413 
1,220,.325|  149,941 1  79,262 
3,245,720  603,942  316,269 
2,379,880  260,8991  124,740 
1,265,143     118,617;      76,890 

75O,0OOiRecentIy  !opened. 
1,609,494|    200,249!  106,982 


none: 


30 

....i  33 
none' .  - .  - 

8  109 
10     jl60 

4 


86 

96!  «.666,382j  10,427,80017.141 ,987;2,480,62611,261 .987 

98l  8,860,0001  2,408,276)  6,818^1   6672766'    888,601 


10 
3K 
5  " 

•  •  •  • 

8 
7 
« 


148 


126 

•  «  •  • 

756 


.m:  •,-•■. 


• :%:    '«.  j;-  -~ 
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NAME  OF  COMPANY. 


a 

& 

o 


73 

'3 

a 

3 
& 


30 

i  47 

381  9,188,300 

1  38  1,650,000 
167 
I  66 
I  27 
64 

73  1,372,324 

22  I    686,000 

76  1,000,000 

62  1,328,722 

107  1,400,100 

I  60  3,000,000 

!  32  I    180,000 

IGl  1,338,878 

iiiol 

140  1,004,231 

1242  3,868,840 


13,100,000 
'4,000,000 
1,214,283 


Ala. 


686,887 


Pennsylvania  Central Peim.j260   9,768,158 

Philadelphia  and  Trenton —  " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petcrsburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga, 

Georgia  . .'. " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss.i 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga.  . . 

Covington  and  Lexington 

Frankfort  and  Lexington 

Louisville  and  Fraiilifort " 

Maysvillc  and  Lexiington 

Cleveland  and  Pittsburgh . . . 
Cleveland,  Paines%-.  and  Ash 

Cleveland  and  Columbus " 

Columbus,  Piqua and  Indiana. 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton  '' 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie..  .  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus '• 

Evansville  and  Illinois Ind 


Ky. 


191 

J211 

jlOl 

i  71 

I  60 

i  65 

93 

33 

88 

60 

80 

125 

29 
65 


776,259 
879,868 
688,611 


i    835,000 

2,093,814 

1,430,150 

357,218 


Ohio.  100   1,239,460 

"        71  I 

"      135  13,027,000 


-s 

-a 
a 

&4 


wo 


«| 
at 

o 


lat 


5  '■ 
bo  « 

.£•3 
1/  *? 


o 
-o 

X 

u 

s 

a 

5 

TJ 

<M 

a 

o 

0) 

TS 

s 

> 

X. 

1  o 

»* 

6,000,000,13,000,0001,943,827 


617,626! , 


9,827,123  19,542,307 11,325,563 
l,650,000i    348,622 

I i   413,673 

I  In  prog. 
In  prog. 


615,384 
216,237 
152,536 


99} 


74,113!none 


'I 


200,000|In  prog, 
I  1,100,000     122,861 

503,006   l,531,238i    264,376|    113,256]  7 

800,000|In  prog.     ' 

446,036|In  prog.     ;    176,486 
l,500,00(.iln  prog.      

120.000]      410.532      89,776 


1,134,698 


300,000 
3,000,000 


306,187 

1,214 

168,000 


150,000 

4ob*,6b6 


641,000 

850,000 

1,100,000 


2,965,5741   510,038 


In  prog. 

7,002,390 
In  prog. 

3,378,132 


74,902  ;none 

, inone 

12 
153.898 


65 
42* 


105 


6 


1,000,717 


1,596,283 
In  prog.     ■ 
743,525 ! 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


946,608 
934,424 
296,584 


129,395 


173,542 


1,371,000 


In  prog.  1 . 
In  prog,  i . 
In  prog. 
584,902: 


87,421 


In  prog. 
2,963,766  i 


61 
60 


1,694,000 


40  310,000 

20  

36  ! 

31  I 

37  

84  '2,370,784 

....i  900,000 

167  2,387,200 

57  


408,200;  3,655,000 
'In  prog,  i 


194,429 

77y,793 


609,711  7 


508,626!  8 
456,468!  1}4 
153,697  9 


71,635 


8 


76,079!  8 


44,260.. 


123,306j  6 
483,464  12' 


•  I- 


125 
122 

m 


,.J. 
80 


,.J. 
96 


132 


-.4. 

906,00012,600,000  321,798  200,967....  116 

Inprog.      .......ij 72i 

650,000i      925,000  Recently  opened J  80 


In  prog. 


|In  prog.      

I  2,034,157    526,746 

1,000,0001  1,855,000 

1,767,000|  4,110148i   640,618 
In  prog 


314,670   10 
113,401  !!!! 


187  11,760,700   2,450,000 


In  prog 


Recently  j  opened . 


70 


1" 
11^ 


95 
96' 


I 


181 
83 


Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  '' 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis ....  '• 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago 

Chicago  and  Mississippi " 

Illinois  Central 111. 

Galena  and  Chicago " 

Michigan  Southern Mich.  316  !2i499!410 

Michigin  Central "    i282  14,000,000 

P*clflc Mo. !....] 


87  ;  652,000i  800,000  1,317,1 10 Recentiv  opened.  ....1150 
54  11,092,137'  119,600j  l,257,714i  237,506  135,363  16  |...i, 
31     i !  In  pro, 


(I 
« 


62  ! 

88  11,050,000 
40  I 

72  I   632,387 


Recently  lopened. 


In  prog. 


Recently  lopened.    i 

760,000]  2,400,0001  516,4141   268,076   10 

lln  prog.      ■ '' 

663,100]  1,353,019!   105,944i     71,446  4  ' 


92  1,932;361 


600,000 In  prog.  ;  473,5481  286,152.... 
2,629,000!  6,430,240'  692,187;  293,046  .... 
4,067,896  8,614,198' I........1  8 


75 

■     SI* 

85 
108 


The  receipts  if  the  New  York  ^d  New  Haven 
Road  for  July  arc  ;  j  - 

Passengers l j .....  J $'75,476  II 

Freight 1 9,000  00 


Total .... 
Paid  Harlem  Rbad . 


a. 


.$84,476  11 
.    5,266  06 


Net I :.. ji.  ...$79,220  05 

July,  1862 I 70,731  63 

! 
Increase S8,488  42 

The  receipts  of  the  Long  Islaod  road  in  July, 
from  passengers,  are  reported  at  S25,371.  The 
Harlem  receipt*  are  in  the  neighljorhood  of  S90,- 
000.  ;, 

The  receipts  of  the  Ohio  and  I^nu»yhania  rail 
road  for  July  Were : 

July,  1 853....  L JJ S:>6.731  01 

26,530  66 


1852... 
Increase. 


.  ..^30,200  36 
The  following  is  the  statement  bl  the  New  York 
City  Banks,  entire,  for  the  week  tndiug  on   Satur- 
day last,  Aug.  |t),  1853.  i 


fork . 


Banks. 

Bank  of  New 
Merchants'. . . 
Manhattan . . . 

Pheiiix 

North  River . . 

Union 

America 

Cuy 

Tradesmen  s. . 
Chemical.... 
Butchers'  and  I)rover8' 

Pacific 

Nassau 

Seventh  W^ard. 

Bank  State  of '  New  York. . 


Avjerage 
amfnut  of 
Loans  and 
Dis^onnta. 

.S3.*«.805 


Average 
amount 

of 

Specie. 

$377,116 


2,907,590 
1,269,041 
2,885,448 
5,4*8,370 
1,967,762 
1,462,168 
l,4h^,902 
1,71)7,422 
910,284 
8r8.6'J7 
1,218.771 
4.4t)8,992 

.\merican   Exc>iange 6,0B4;984 

Bank  of  Comnierce 0,0^3,087 


3,7tf3,t>83   1,203,074 
4,0^4,202      463,418 


1,2^2,227 
1,387,633 
368,872 
666,468 
1B4,108 
tl9,91 
*6,681 

North  America] 1 ,862.767 

Citizens' ... 
Republic. . . 
East  River 
Ocean 


Bowery 

Broadway. . . 

Dry  Dock . . . 

St.   Nicholas 

New  York  Exchange 

Chatham 

People's 


8lr<,614 

3  Ml 7, 058 

8I>9,290 

1,514,352 

CommonwealtH 9t»3,932 

Corn   Exchange 727,232 

Shoe  and  Leatfaer 7T3,540 

Bank  of  Unioti 178,327 


.issocialion. 


Oriental 
Mechanics'  Bk'j 
Continental . . . 

Market 

Empire  City . . 
Mechanics'  and  Traders 
WetropoUtan. .  .^ .     .3 J 


136 
124 
128 
109i 


9.81V 
7,010 
7,709 
4,313 
2,704 
255 

Hanover. 1,287,268 

Irving 5M,486 

Knickerboker 601 .849 

Marine y 569,996 

National 1,769,870 

Central 3fc8,868 

Grocers' 31^8,074 

Mercantile 1,8$0,000 

Merchants'  Exchange 2,8#1,361 

Leather   Mannlacturcrs'.. .  2,lt7.873 

Mechanics' ...  J 4,1  J5,570 

Fulton ••••,.  2,1^6,811 

Greenwich....  I $85,596 


Total. 


uA^-uir^-v-ij-:.-..  "Lz-ji 


357,0-.6 

39,7it 

311.126 

870,732 

135,475 

70,647 

•204,154 

97,447 

37,424 

56,889 

96,552 

548,960 

773.749 

925,914 

99,070 

102.980 

31,082 

32,099 

10,037 

15,038 

32.086 

167,890 

30,078 

216,780 

32,709 

67,964 

72,990 

22,253 

27,995 

32,405 

10,748 

74,768 

148,927 

61,639 

16,452 

48,467 

190,639 

67,948 

28.140 

41,661 

47,122 

137,787 

36.487 

34,889 

147,700 

101.468 

144,007 

670,373 

199,214 

20,664 


<97,8&8^»B^46/41 
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Banks. 

Bank  of  New  York 

Merchants' 

Manhattan 

Phenix 

North  River 

Union 

America 

City 

Tradesmen's 

Chemical 

Butchers'  and  Drovers' 

Pacific 

Nassau 

Seventh  Ward 

Bank  State  of  New  York .. . 

American  Exchange 

Bank  of  Commerce 

Bowery 

Broadway 

Dry  Dock 

St.  Nicholas 

New  York  Exchange 

Chatham 

People's 

North  America 

Citizens' 

Republic 

East  River 

Ocean 

Commonwealth 

Conl  Exchange 

Shoe  and  Leather 

Bank  of  Union 

Oriental , 

Mechanic's  Banking  Associa- 
tion   

Continental 

Market 

Empire  City 

Mechanics'  and  Traders' 

Metropolitan 

Hanover 

Irving 

Knickerbocker 

Marine 

National 

Central.'. 

Grocers' 

Mercantile 

Merchants'  Exchange 

Leather  Manufacturers' 

Mechanics' 

Fulton 

Greenwich 


Average 
amount 

of 
circula- 
tion. 
$321,108 
380,012 
429,924 
317,919 
319,234 
363,487 
220,036 
132,641 
267,799 
322,420 
15,176 
106,782 
89,400 
272,338 
666,692 
344,836 
3,340 
202,248 
217,496 
133,411 
68,311 
120,732 
140,902 
156,606 
91,100 
160,224 
176,391 
109,152 
144,423 
88,333 
88,044 
122,451 
36,430 
22,963 

310,881 

46,141 

110,400 

112,663 

106,360 

82,158 

1*7,987 

126,320 

92,411 

89,063 

183,132 

90,896 

94,795 

130,000 

104,222 

290,6(39 

366,963 

198,679 

196,390 


.  r"«-rJ-'T"*^i*  • 


t      •    ;-. 


AMERICAN    RAILROAD    JOURNAL. 


A  verage 

i  .mount 

of 

depos- 
its. 
S21636,647 
2(961,664 
237,193 
552,116 
077,960 
155,177 
210,560 
1333,860 
851,640 
1,228,700 
1,322,000 
545,858 
>54,894 
>53,549 

2,  r06,007 
3,>01,652 

3,  )92,801 
il,)04,918 
i  1,113,391 
I  01,937 
I      !62,118 

38,001 

•  70,875 

!    ,  ,90,598 

1 1,' 87,336 

132,804 

1 1,;  34,176 

I    M4,475 

^22,030 

(35,817 

I    (77,693 

i    J  66,046 

!     71.890 

]  16,191 

f  32,666 

3, 1 72,418 

64,553 

134,761 

477,373 

1,544,739 

5  38,388 
4r8,913 
4)1,183 

i  3)8,182 
912,161 
1  r6,327 

6  '6,666 
9J2,000 

1,2 '6,753 
l.r  ►9,903 
3,0  >5,967 
1,0;  !7, 734 
6,766 


31st  July    1852   and  1853,   showing  the  general 

course  of  trade  is  as  follows : 

On  up  freight $332,775     $369,690 

On    down  ditto   from    other 

sUtes 582,866      567,848 

On  down   freight   from    this 

stote 421,889      422,394 


Total $1,337 ,630$1,386,941 

Dec'se  '52.  Inc'se  '53. 

On  np  freight,  md'se ^ $63,924 

On  down  do  from  other  states. . . $15,018        

On  down  freight  from  this  state 605 


Total $15,018 


$64,429 
15,018 


Totals $9,513,063  $57,9l|6,986 

and 
July 


*    V  .  V»—     .■>.        -,-.        .__,        ...„-, J   -     ~  „  , 

The  earnings  of  the  Michigan  Soutl^e 
Northern    Indiana    railroad    company    ft>i 


were : — 

From  passengers  and  miscellaneous . 


$79,6)0  70 


From  freight  and  miscellaneous 36,6 


Total $lie,2»3  02 

July,  1862 7|.6  6  62 

Increase  (about  60 per  cent.)  —   $3^,8  7  60 
The  amount  of  tolls  collected  on  the  can;  ils  of 
the  state  during  the  fourth  week  in  Jul]^,  is  ex- 
hibited by  the  following  statement  and  th|e  s  ggre- 
gate  amount  up  to  Aug.  1,  for  a  series  of  yea  rs : 

Fourth  week  IJotil  to 
in  July.      Alug  1. 

1863 *. ....$115,170  $1^385,940 

1862 115,061     i;33r,536 

1861   120,586    li52),376 

1850 105,217     1;235,340 

1849 82,906     1,33>,660 

1848 84,119    l,80r,880 

1847 186.000    1,70,640 

A  ooBpariMB  te  th«  r«c«lpttef  twofMn  e  th« 


2  82 


Decrease $49,411 

Railroad  Carvca. 

We  trust  we  may  be  pardoned  for  re-publishing 
an  article  on  curves  from  Gillespie's  "Roads  and 
Railroads,"  as  its  distinctness  and  value  commend 
it  especially  to  railroad  projectors. 

WHAT    RAILROADS    OLOHT    TO    BE    AS    TO    DIRECTION. 

Slraigklness  of  direction  is  more  important  on 
railroads  than  on  common  roads,  for  two  reasons 
the  economy  of  straightness  and  dangers  of  curves. 

ECONOMY    or  STRAIGHTNESS. 

From  the  great  cost  of  the  superstructure  of  a 
railroad,  and  the  continually  increasing  expense 
of  keeping  it  in  repair,  it  is  highly  desirable  that 
it  should  be  as  straight  as  possible.  .. 

As  the  earthwork  of  a  railroad  costs  almost 
nothing  for  repairs,  while  those  of  its  perisha  blc 
superstructure  are  very  great,  and  proportioned 
to  its  length ,  as  is  also  the  cost,  in  fuel,  wages, 
and  wear  and  tear  of  the  engines^  of  running  the 
road,  it  will  often  be  advantageous  to  make  large 
expenditures  for  the  former  element  of  cost  in 
order  to  lessen  the  length  of  the  road,  and  con- 
sequently the  annual  expenditures  for  the  latter.  * 

Suppose  the  whole  cost  of  a  railroad  to  be$30,- 
000  per  mile,  the  interest  of  which  is  $1800;  the 
nnual  repairs  of  the  superstructure  $1000  per 
mile  ;  and  the  expenses  of  engines  also  $1000  per 
mile.  The  total  annual  expense  will  then  be  $3,800 
which  is  the  interest  of  $63,000,  which  sum  might 
profitably  be  expended  to  shorten  the  road  one 
mile,  or  $12  to  shorten  it  one  foot  of  length.  If 
this  single  foot  gained  was  the  only  result  of  a 
day's  labor  of  a  locating  party,  it  would  be  a 
satisfactory  equivalent  for  the  expenses  of  such  a 
day's  work. 

On  these  grounds  a  short  route,  which  has  the 
faults  of  steep  grades,  and  curves  of  small  radius, 
may  profitably  receive  an  outlay  of  capital  upon 
it,  for  the  purpose  of  lessening  those  defects, 
equivalent  to  the  cost  of  the  diflference  of  distance 
between  it  and  a  longer  line,  which  has  better 
grades  and  curves. 

From  these  considerations  it  is  secti  that  a  line 
ought  not  to  diverge  from  the  direct  course  be- 
tween its  extremities,  and  thus  increase  its  dis- 
tance, for  the  sake  of  the  trade  of  a  small  town, 
for  whose  benefit  the  time  and  fare  of  all  the  pas- 
sengers and  freight  on  the  whole  line  would  thus 
be  taxed.  It  would  be  preferable  to  make  a 
branch  track  to  the  town. 

EVILS      OF    CURVES. 

Curves  are  necessary  evils  on  most  routes,  en- 
abling them  to  pass  around  obstacles,  such  as  pro- 


*  See  Amer.,  Railroad  Journal  of  AuguBt,18S9, 
for  u  able  derelopmeot  of  this  positioo,  by  W.  B. 


jecting  hills,  deep  hollows,  houses  too  valuable  to 
be  removed,  etc. 

The  greatest  economy  in  curving  is  found 
when  the  line  is  located  in  a  narrow  and  sinuous 
valley,  with  rocky  banks,  whose  windings  can 
be  cheaply  followed  by  suitably  adjusted  curves. 

When  the  line  crosses  a  series  of  ridges  trans- 
versely, and  nearly  at  right  angles  to  their  general 
direction,  there  would  be  little  economy  inlateial 
deviation  and  curvature. 

The  evils  of  curves  are  the  resistances  which 
they  offer  to  the  motion  of  cars,  and  the  dangers 
to  which  they  expose  them. 

The  following  are  the  four  principal  causes  of 
the  resistance  of  curves : 

1.  The  obliquity  of  the  direction  of  the  moving 
power  ;  i.  e.  the  angle  which  the  line  of  traction, 
drawn  from  the  engine  to  each  car,  makes  with 
the  tangent  to  the  curve  at  the  middle  of  each 
car,  in  the  direction  in  which  the  cars  tend  to 
move.  •  [  ;        .-:^''  >  ; 

2.  The  pressure  and  consequent  friction  of  the 
flanges  of  the  wheels  against  the  outer  rail,  due  to 
the  centrifuga\  force. 

This  is  partinlly  obviated  by  elevating  the?  outer 
rail,  as  has  been  explained. 

3  The  pressure  and  consccjuent  friction  of  the 
flanges,  due  to  the  parallelism  of  the  axles  ;  for  the 
directions  of  the  tangents  at  the  points  of  contact 
of  each  pair  of  wheels  are  different,  and  therefore, 
if  one  pair  of  wheels  be  perpendicular  to  its  cor- 
responding tangent,  the  other  pair  will  be  oblique 
to  its  own  tangent. 

This  resistance  is  partly  remedied  by  allowing  a 
"play"  of  an  inch  or  less  between  the  wheels  and 
the  rails.  It  diminishes  as  the  axles  are  placed 
nearer  to  each  other  ;  and  is  therefore  much  les- 
sened by  supporting  the  cars  on  two  trucks,  each 
resting  on  four  wheels,  the  two  axles  of  which  are 
very  near  to  each  other. 

4. 'The  fastening  of  each  pair  of  wheels  to  the 
same  axle  with  which  they  turn.  The  wheel  on 
the  outer  side  of  a  curve  must  revolve  farther,  and 
therefore  faster,  than  the  inner  one,  wh'ch  must 
slide  (if  both  are  of  the  same  diameter)  by  an  a- 
mount  ecjual  to  the  diftl-rence  between  the  lengths 
of  the  inner  and  outer  rails  of  the  curve. 

To  lessen  this  resistance,  the  wheels  are  made 
conical,  with  their  inner  diameters  greater  than 
the  outer,  so  that  on  curves,  the  outer  wheels  run 
on  their  greater  diameter,  and  the  inner  ones  on 
the  less.  This  cone  may  be  so  adjusted  that  the 
wheel  can  run  in  a  circle  of  695  ft.  diameter  with- 
out the  flanges  touching  the  rail.  It  is  usually  1 
in  7. 

Without  these  arrangements,  the  resistance  of  a 
curve  of  even  a  mile  in  radius,  at  a  speed  of  twen- 
ty-five miles  per  hour,  would  equal  that  of  an  as- 
cending grade  of  9)^  feet  per  mile ;  and  one  of 
seven  hundred  feet  radius,  a  grade  of  77  feet, 
etc. 

The  actual  resistance  has  been  very  imperfectly 
ascertained.  !■.;.:     ••.l;:,.,;'i 

In  the  experiments  of  Dr.  Lardner,  the  resistance 
to  railroad  trains  moving  at  ordinary  speed,  produ- 
ced by  curves  of  a  mile  radius,  was  found  to  be 
too  small  to  be  appreciable.  ;.  ; 

It  has  been  inferred,  from  experiments  made  on 
the  Baltimore  and  Ohio  railroad,  that  a  change  in 
direction  equal  to  an  entire  circle,  or  860°,  produ- 
ced «  nelatADC*  tqulTftlent,  Is  Ita  •flhcte  on  the 
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cost  of  transporUUon,  to  23-100,  or  nearly  a  quar- 
ter of  a  mile  in  distance. 

Another  authority  states  that  a  carve  of  700 
feet  radius,  (8  1-5°)  at  a  speed  of  twelve  miles  per 
hour,  is  found  in  actnal  practice  to  cause  a  loss  of 
power  about  equal  to  an  acclivity  of  18  feet  per 
mile.   ' 

On  the  Utica  and  Schenectady  railroad,  an  as- 
cent of  20  feet  per  mile  is  followed  by  a  level  curve 
of  700  feet  radius ;  and  the  cars  at  15  miles  per 
hour,  on  reaching  this  level  curve,  increase  their 
speed,  showing  that  curve  to  offer  less  resistance 
than  the  grade. 

The  amount  of  jiiechanical  power  ab- 
sorbed in  passing  around  a  curve  is  altogether  in- 
dependent of  the  radius  of  the  curve,  and  depends 
only  on  the  amount  of  the  entire  angular  change 
in  the  direction  of  the  line.  When  the  curve  has 
been  run  by  "angles  of  deflection,"  its  length  in 
chains,  multiplied  by  its  angle  of  deflection,  equals 
the  entire  angular  change.  Thus  a  curve  of  1°  30 
chains  long,  ofiers  the  same  resistance  as  one  of  3° 
10  chains  long.*  Sharp  curves  are  therefore  not 
objectioniible  on  the  score  of  loss  of  power,  though 
highly  so  from  their  wear  and  tear  of  engines  and 
cars,  displacement  of  rails,  danger,  etc. 

The  danger  of  running  off"  the  track  is  much  in- 
creased by  curves,  even  of  large  radius,  especially 
at  high  velocities.  The  momentum  of  the  cars 
impels  them  onward  in  a  straight  line,  and  they 
are  kept  within  the  rails  only  by  the  flanges  of  the 
wheels  and  the  flrmness  of  the  outer  rail,  the  re- 
sistance of  which  gradually  makes  them  follow  the 
curvature  of  the  road.  If  the  momentum  should 
exceed  the  resisting  force,  the  cars  must  obey  the 
former  and  leave  the  track.  Curves  at  the  foot 
of  inclinations  are  therefore  especially  objectiona- 
ble since  the  cars  will  come  upon  them  with  ex- 
cessive velocity.  The  rocking  and  twisting  motion 
thus  given  to  the  cars,  indicates  the  dangerous  ten- 
dency which  they  thus  acquire. 

When  sharp  curves  are  unavoidable  they  should 
if  possible  be  located  near  stopping  places.  They 
should  not  be  placed  on  a  steep  slope  on  account 
of  the  double  resistance  which  would  then  be 
caused  to  trains  ascending,  and  the  increased  dan- 
ger of  running  oft'  to  trains  rapidly  descending 
But  if  such  location  on  a  long  slope  be  unavoida- 
ble, the  grade  should  be  flattened  along  thecucve, 
and  the  difference  applied  to  the  straight  port  ions 
Curves  should  not  be  in  deep  cutting,  where  the 
impossibility  of  seeing  far  ahead  might  cause  col 
lisions,  but  on  the  parts  in  embankment  or  on  the 
surface. 

The  increased  velocities  of  the  more  recent 
railroads  have  greatly  lessened  the  permissable 
smallness  of  the  radii  of  curves.  For  the  usual 
speeds  employed  on  the  English  railroads  it  is  re 
commended  that  the  minimum  radius  should  be 
one  mile.  On  the  Baltimore  and  Ohio  railroad 
however,  one  of  the  earliest  in  the  United  States, 
there  arc  several  curves  of  400  feet  radius  (143^°) 
and  one  of  318  feet  (18°)  over  which  locomo- 
tives pass  without  difficulty  at  a  speed  of  16  miles 
per  hour.  •;♦,>  ' 

The  minimum  in  France  allowed  by  "L'Admin- 
islration  dcs  Fonts  et  Chaussees,' is  2700feet,  or 
about  2°.  The  minimum  curve  upon  the  Hudson 
River  railroad  has  a  radius  of  2062  feet,  or  2|^°. 

*  The  »nlge  of  defiectioD  of  any  curre  maj  be 
foQsd  b7  dividiof  678^  197  its  radius  is  fwt 


Cost  of liocomotlve   Pcvrer. 

To  treat  upon  the  duration  and  expense  for  re- 
paid of  a  locomotive  involves  the  consideration  of 
its  original  construction  and  subsequent  manage- 
ment. But  supposing  in  this  case  that  the  build- 
er has  employed  good  materials  and  a  judicious 
and  permanent  construction,  and  that  the  engine- 
man  has  performed  his  duties  with  care  and  econ- 
omy, we  can  enter  upon  the  ground  of  the  actual 
account  of  locomotive  power,  and  give  our  state- 
ments a  general  bearing  upon  the  transportation 
system  of  American  railroads. 

The  first  cost  of  a  really  first-class  freight  en- 
gine is  generally  $8,500.  The  performance  of 
such  an  engine  upon  a  road  having  only  moder- 
ate grades,  is  about  2000  miles  per  year.  The 
wages  for  engineer  and  fireman  are  a  fixed  sum  of 
about  gsllOO  per  year.  The  expense  for  fuel  de 
pends  upon  the  duty  performed  by  the  engine,  but 
when  working  up  to  its  fult  capacity,  6  cords  of 
wood,  at  S4  50  per  cord,  will  be  required  for  a 
daily  trip  of  75  miles.  This  would  be  S6075  for 
270  days'  service  per  year.  The  repairs  of  such  a 
locomotive,  as  usually  built,willbe,forhardwork, 
8  cents  per  mile  run,  or  S1600  per  year,  which  is 
suflScient  generally  to  cover  renewals.  With  air 
tight  boxes  for  the  tender  axles,  the  oil  used  will 
be  one  gallon  per  day,  or  270  gallons  per  year. — 
All  expenses  incurred  upon  the  account  of  loco- 
motive power  would  reach  about  $9250  per  year, 
or  46)4  cents  per  mile.  Writers  upon  this  SBb- 
ject,  from  not  understanding  the  difference  be- 
tween a  first-class  and  a  fourth-class  eng-ne,  will 
oflen  make  their  estimates  of  this  expense  from  a 
mixed  business  of  small  passenger  and  freight  en- 
gines, as  low  as  20  cents  per  mile  for  freight  trains. 
There  is  as  much  diflfereuce  between  the  expenses 
of  large  and  of  small  engines  as  between  the  ex- 
pense of  feeding  a  horse  and  a  colt. 

A  first-class  freight  engine  has  17  inch  cylinders 
or  upwards,  weighs  25  tons  or  upwards,  and  should 
draw  a  train  of  650  tons  (on  a  level)  at  a  speed  of 
12  or  14  miles  per  hour. 

The  most  certain  and  unifonn  expense  for  re- 
pairs is  for  renewing  the  tires  ofthedriving  wheels, 
especially  where  they  are  made  of  wrought  iron. 
50,000  miles  is  about  the  usual  duratioi^of  the 
wrought  iron  and  of  the  chilled  cast  iron  tires, 
both  being  used  under  heavy  freight  engines.  To 
maintain  and  renew  a  set  of  four  wrought  iron 
tires  of  5  feet  in  diameter,  for  this  ran  in  miles, 
will  cost  upwards  of  $450,  and  to  maintain  and 
renew  the  chilled  iron  tire-will  cost  less  than  $125. 
The  chilled  iron  tire  •  has  not  been  so  generally 
used,  partly  from  a  groundless  fear  of  insufficient 
strength  and  adhesion.  But  the  Baltimore  and 
Ohio  railroad  (the  great  physical  features  of  which 
are  more  difficult  than  of  any  other  American 
road)  have  used  these  tires  in  the  heaviest  busi- 
ness and  in  the  coldest  seasons,  and  in  every  case 
without  any  failure.  They  have  141  engines  now- 
running  upon  cast  iron  tires,  20  of  which  arc  con- 
stantly at  work  upon  the  mountain  grades,  at  an 
elevation  of  3000  feet  above  the  sea,  where  the 
cold  in  winter  is  most  intense.  The  chilled  tire  is 
becoming  more  popular  at  the  north,  while  it  is 
already  in  extensive  use  at  the  west,  for  which 
country  it  is  most  admirably  adapted.  Its  gener- 
al adoption  will  tend  very  much  to  lessen  the 
present  heavy  expenses  of  locomotive  repairs,  by 
rtduciof  tbe  repairt  nmvcij  om  e«nt  par  mil*. 


The  fumaceb  and  tubes  are  subject  to  much 
wear.  An  iroli  furnace,  burning  wood,  will  last, 
when  of  soundi  iron  and  never  ajlowed  to  became 
burnt,  for  six  J-cars.  Copper  ifVimaces,  buroiog 
Cumberland  ctal,  will  last  aboul  the  same  time. 
The  iron  furnaces  upon  the  Philadelphia  and  Read- 
ing railroad,  bUming  Anthracitej  last  about  eight- 
een months.  The  expense  of  renewing  an  iron 
fire-box  of  100  square  feet  of  inner  surface,  and 
including  stock,  is  not  far  from  $^00.  With  a  cop- 
per furnace,  btirning  bitnminout  coal,  not  more 
than  two  feet  or  28  inches  abqte  the  grate,  will 
need  renewing  after  running  six  ^-ears.  This  may 
be  done  for  S^OO,  including  copiper.  Coal  engines 
have  always  i*on  tubes.  Wodd  burning  engines 
have  copper  ttbes,  which  reqalre  piecing,  at  an 
expense  of  on4  dollar  each,  e^try  three  or  four 
years.  A  set^  of  grates,  burning  coal,  will  last,  if 
kept  clean,  onje  year  or  more. 

The  hcavie^  repairs  are  made  upon  the  wheels 
and  boiler,  foi  there  we  find  the  inost  constant  and 
severe  wear.  The  outer  shell  df  the  boiler  will, 
however,  outv'^ear  any  other  p^frt  of  the  engine, 
with  the  exce  jtiou  of  the  cylinders.  An  old  boil- 
er, which  had|run  for  13  years,  exploded  upon  the 
Bait.  &  Ohio  Railroad.  It  was  driginally  6-16  inch 
thick,  and  htJi  not  lost  1-16  inck  in  thickness.  To 
ascertain  if  long  wear  had  weakened  the  iron,  pie- 
ces of  the  fractured  shell  were  Accurately  tested, 
and  found  to  [bear,  before  yielding,  an  average 
strain  of  60,000  lbs.  per  square  Jnch  of  cross  sec- 
tion. The  boiler  exploded  froni  over-heating,  or 
from  undue  pressure.  \ 

The  brasses,  next  to  the  whe4>ls   and   furnaces 
require  the  m|)st  outlay  to  keepjthem  in  repair. 

As    a  genqral   thing   twelve^  years  work   of 
heavy  engine  will  wear  out  a^r  jof  its  parts.     By 
that  time  the  puccessive  renewals  will  have  em- 
braced the    whole  machine,   While  many   of  its 
parts  will  have  been  renewed  qiany  times. 

The  depreciation  account  '(of  an  engine  is 
debite<l  to  repairs.  The  accoutit  embraces  the  in- 
terest upon thb first  cost;  and  theitotal  depreciation. 
Thus  an  engine  costing  $8000  is  charged  with 
$510.  interest  yearly  ;  and  $7013  for  depreciation; 
— or  $1218  yearly  for  interest  land  depreciation. 
This  account  stands  upwards  of  $4  jKjr  day,  for 
working  daysl  and  is  about  the  |true  loss  from  the 
detention  of  ap  engine  from  its  jirofit  paying  labor. 
Thus  allowing  a  freight  engine  Mp  lie  in  the  shop 
43  days  out  d£  the  313,  involve^  a  loss  of  $172 
by  reason  of  such  detention.  Pne  great  economy 
in  the  use  of  «he  slip  tire  for .  driving  wheels  ia 
found  in  a  sating  of  nearly  two  weeks  of  this  de- 
tention, everjf  year.  | 

The  reducition  of  expenses  for  locomotive 
power  must  be  found  in  an  adaptation  of  coal  for 
fuel,  in  builditog  the  engines  simply  and  strongly, 
and  in  using  first  class  mateifttls  for  their  con- 
struction. A  large  extent  of  "grate  furnace  will 
tend  to  an  economical  combpt^tion  of  coal,  and 
with  that  practical  proportion  fuithracite  can  be 
burnt  equally  as  well  as  wdbd,  although  with 
more  destructive  effectsupon  tie  furnace.  Only 
a  few  roads  in  Pennsylvania  will  however  use 
Anthracite.  Bituminous  coal  from  the  great 
Maryland  coal  district  will  constitute  the  st^le 
fuel  for  locomotives,  e8i>eci4|ly  those  for  the 
transportation  of  freight.  It  bfs  been  in  use  for 
along  tinie  upon  the  Baltimoft  and  Ohio  road, 
whore  it  was  cmplojad  in  WioiB't  hMTjr  m|iBM, 
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and  it  is  now  used  very  generally  in  the  tonnage 
engines.  One  ton  of  coal  is  considered  (qual  to 
2>3  cords  ol'  pine  wood,  and  when  we  recollect 
that  at  Cumberland  the  company  pay  I  bit  $1  28 
per  ton  for  the  coal-  we  can  at  once  jjen  :eive  ite 
vast  superiority  over  wood  in  point  of  *cc  Qomy 
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fROM  D.  K.  Clark's  railway  MACtiN  ;rv. 
[Continued  firoin  page  500.] 

INTERJffAL      DISTLRBINU      FORCES  C/RC  U>;  STANCES 

WHICH  AFFECT  THEIR    ACTION,  RESULTS  (F    THEIR 
ACTIOV,    AND  THE  ORDINARY  REMEDIE^I. 

Of  the  PilckUv^  Movement. — The  rebia  ance  to 
pitching,  and  thereby  tiic  stability,  isj  p  omotcd 
by  shifting  the  driving  axle  backwardp,  towards 
the  firel)ox,  principally  because  it  inqre;  ises  the 
mass  of  the  machine  in  advance  of  the  a(xl< ,  or  that 
which  is  submitted  to  the  oblique  actio  i  of  the 
connecting  rod  ;  the  removal  of  the  axle  a  so,  in  so 
far  as  it  lengthens  the  connecting  rod,  ned  ices  the 
obliquity  which  is  the  source  of  the  disti  rbance. 
In  Crampton's  engine,  having  the  axle  tel  ind  the 
firebox,  the  whole  mass  lies  forward ;  wihil  3,  at  the 
same  time,  the  guide  bars,  where  the  .-i4ti(  n  takes 
place,  are  in  the  neighborhood  of  thei  c  nter  of 
gravity;  thus,  the  oblique  action  is  entirdy  con- 
trolled, and  the  pitching  is  extinguished. 

Above  .ill,  the  number  and  posiifon  of  the 
points  of  support,  mostly  control  the  pitdhii  g.  The 
springs,  also,  particularly  the  fore  iin<  hind 
springs,  should  be  as  stiff  as  is  consistent  \  ith  the 
preservation  of  the  frame  and  mechttnism,  to 
neutralise  the  oscillations  which  may  jriss  from 
imperfections  of  the  permanent  way ,i— such  as 
loose  sleepers,  open  joints,  or  want  ^f  correct 
gauge ;  for  if  these  oscillations  should  c  oincide 
wita  the  action  on  the  guide-bars,  they  i  icrease 
the  straining  of  the  machine,  and  the  Ual  ility  of 
the  leading  wheels  to  mount  the  rails.  !  f  luscejv 
tible  springs  also,  for  the  same  reason  j  ii  icrcase 
the  danger  from  accidental  obstructionsj 

Vertical  Action  by  the  Centrifugal  force  of  the 
Revolving  Wei^U. — This  action  may  be  CDlirely 
neutralised  by  the  application  of  suitable  o  mnter- 
weights.  This  (juestion,  however,  beloijgs  to  the 
more  general  question  of  balancing  all  ih€  revol- 
ving and  reciprocating  massses.  ' 

The  reduction  of  adhesion  by  verticil  iclion, 
explains  the  occasional  slipping  of  the  <  riving 
wheels  at  high  sr>eed.  It  explains  also  th«  extra 
wear  of  driving  wheel-tyres,  when  very  much  out 
of  balance,  next  the  crank-pin,  where  the  pJessure 
on  the  rail  is  greatest, — producing  "  flat  places," 
and  in  consequence  a  vertical  joltiug  of  the  ;ngine 
while  in  motion.  j 

Longitudinal  Fore-and-AJl  Hlution.-^l  was 
found  tliat  in  the  sample  engine,  fig.  1  » joint 
longitudinal  action  on  the  driving  axle  of  above 
six  tons,  or  three  tons  for  each  cylinder,  was  in- 
curred at  certain  points  of  the  stroke,  at  a  speed 
of  fifty  miles,  by  the  crank  and  the  othe^  n  oving 
masses.  Now,  the  whole  pressure  of  |103  lbs. 
steam  on  a  fifteen-inch  piston  does  not  i  xceed 
eight  tons ;  thus,  the  inertia  of  the  mecbf  ni  im  al- 
ternately atlds  and  subtracts  three-eighths,  or  40 
per  cent,  of  this  pressure,  reducing  thb  iseful 
pressure  to  five  tons,  or  60  per  cent.,  Whei  the 
crank  is  at  46°  during  the  first  half-str^kt  ;  and 
rising  it  to  eleven  tons,  or  140  per  cent.,  a  135'^ 
in  the  second  half-stroke.  This  example  (hows 
how  very  greatly  the  inertia  of  the  machirjer  •  may 
afiect  the  useful  work  of  the  engine.  Anfi  s  >  long 
as  the  whole  efidctive  pressure  in  the  cyl*id  ;r  ex- 
ceeds this  inertia,  the  coupling  bars  betviret  q  en- 
gine and  tender  remain  taut  on  their  pinsi,  i  lough 
subject  to  oscillation  with  the  coupling  sj]  rings. 
But  when  the  steam-pressure  is  less,  orl  a  toge- 
ther removed, — with  a  small  train,  or  goihg  down 
an  incline, — they  play  fast  and  loose,  owii^g  o  the 
fore-and-aft  action,  by  which  the  machinej  is  alter- 
nately thrown  forward,  and  backward  on  i  th  3  ten- 
der. This  explains  the  extra  racket  anflj,irrlng 
which  takes  place  between  an  unbalanced  ( ngine 
and  its  tender  immediately  after  shutting  c  ff  the 
fte«m,  in  approaching  stations,  particular  jr  rhere 


the  nature  of  the  coupling  gear  permits  of  some 
play.  The  shocks  arising  from  these  fore-and-aft 
vibrations  are  destructive  to  the  coupling  links 
and  bolts,  to  the  framing  which  carries  them,  and 
to  the  general  connection  of  the  whole  machine, 
especiaJly  at  the  axle  boxes  and  guardplates.  And 
the  greater  the  play  of  the  parts  of  the  engine,  the 
more  injurious  is  this  action. 

To  neutralise  or  soften  the  longitudinal  action, 
it  is  usual  to  employ  a  traction-spring  under  the 
foot-plate  of  the  engine  or  tender,  to  receive  the 
shocks  ;  it  is  eitheiv  coupled  to  a  darw-bar  of  a 
6xed  length,  under  permanent  tension  between 
the  draw-bolts,  or  adjustable  by  a  double  screw, 
right  and  left  hand  ;  in  either  case,  buffing  blocks 
of  wood  are  fixed  at  some  distance  apart  laterally, 
upon  the  front  beam  of  the  tender-frame,  to  bear 
upon  the  engine-frame,  as  fulcrums  for  the  action 
of  the  spring.  With  the  object  of  softening  the 
action  still  further,  the  buffing  blocks  are  in  some 
cases  made  elastic  within  a  limited  compass,  by 
the  use  of  india-rubber  springs.  Counterweights, 
also,  are  applied  to  the  wheels,  and  are  etHcicnt 
so  far  as  they  go ;  but  they  are,  for  the  most  part, 
much  too  light,  as  they  are  estimated  for  the  re- 
volving weight  only. 

Of  the  Sin/iious  MocenuiU. — As  this  afiection  of 
the  motion  of  the  engine  implies  the  lateral  play 
of  the  fore  and  hind  wheels  upon  the  rails,  the 
friction  of  the  tyres  upon  the  rails,  due  to  this 
lateral  displacement,  is  opposed  to  the  motion, 
and  its  tendency  is  therefore  to  steady  the  engine. 
Accordingly,  in  practice,  at  the  lower  speeds,  and 
when  the  intensity  ol  the  disturbing  forces  is  low, 
the  machine,  though  unbalanced,  runs  sutticiently 
steady  in  respect  of  sinuous  motion.  At  speeds 
above  thirty  miles,  the  greater  disturbing  forces 
overcome  the  resistance  to  their  development,  and 
the  sinuous  motion  becomes  more  violent,  the 
higher  the  speed.  Even  in  Crampton's  ordinary 
I  engines,  sinuous  action  becomes  sensible  when  the 
speed  reaches  sixty  miles. 

Many  things  go  to  increase  the  sinuonti  motion 
to  which  engines  may  be  predisposed  by  want  of 
balance  :  such  as  a  want  of  parallelism  of  the  axles, 
unequal  diameters,  of  the  wheels,  the  wear  of  ruts 
or  hollows  in  the  tyres,  the  wear  of  the  axleboxes 
and  bushes,  which  gives  rise  to  longitudinal  and 
transverse  play  at  the  axle-guards  and  on  the 
journals,  the  outline  of  the  rails,  and  sometimes  a 
want  of  accuracy  in  the  adjustment  of  the  draw- 
bars. When  the  axles  are  not  parallel,  but  incline 
towards  each  other  on  one  side  of  the  engine,  their 
disposition  is  to  roll  the  engine  forward  in  a  curved 
path;  and  always  towards  the  same  side,  causing 
peri)etual  collisions  between  the  tiangos  and  the 
rail.  This  oblique  tendency  is  injurious  enough 
on  the  straight  parts  of  the  line,  but  it  is  much 
worse  on  curves  which  diverge  towards  the  other 
side,  and  increases  the  liability  to  get  ofithc  rails. 
The  same  tendency  is  caused  by  wheels  of  unequal 
diameter  on  the  same  axle.  Again,  when  the 
tyre  wears  hollow,  the  outer  part,  originally  lesss 
is  left  larger  in  diameter  than  the  middle  of  the 
breadth  of  tyre.  This  state  of  wear  revei^es  the 
action  intended  in  coning  the  tyres,  as  the  greatest 
diameter,  instead  of  being  next  the  liange,  is 
shifted  to  the  outside  ;  and,  whereas  a  i)roperIy 
coned  tyre  constantly  seeks  to  maiiiU'iiu  the 
wheels  in  the  centre  of  the  track,  a  hollow  tyre 
leads  the  engine  continually  astray,  and  subjects  it 
to  constant  concussions  against  the  rail.  Play  of 
the  axles  and  axleboxes,  by  giving  8coi>c  for  irre- 
gular jiction,  converts  what  without  play  would  bo 
a  simple  strain  or  flexure  of  the  guards,  into 
shocks  upon  the  journals  and  wheels  laterally. 
And  it  must  be  noted  that  though  some  degree 
of  dexibility  in  the  frame  may  be  beneficial  for 
the  easy  working  and  adjustment  of  the  machine 
to  the  rails,  when  in  good  order,  it  is  a  very  dan- 
gerous accompaniment  for  a  slack  and  unsteady 
engine.  That  these  varieties  of  tear  and  wear 
are  all  productive  of  unsteadiness,  is  proved  by 
the  ^upwior  sUibility  of  a  new  engine,  with  all 
its  parts  well  up  to  their  gauges,  and  all  its  bear- 
ings taut. 
^Tb«  means  employed  to  reduce  the  fore-and-aft 


movement,  operate  also  in  reducing  sinuous 
movement.  A  great  extension  of  the  wheel  baso 
has  also  been  employed  with  benefit,  because  it 
reduces  the  angular  play  of  the  wheels  between 
the  rails,  and  increases  the  command  of  the  lead- 
ing wheels  in  controlling  erratic  movements,  by 
their  frictional  resistance  transversely  on  the  rails. 
In  Crampton's  engines,  which  carry  out  this  prin- 
ciple to  its  limits,  and  impose  the  greatest  loads 
upon  the  extreme  wheels,  the  mass  of  matter  in 
advance  of  the  driving  axle  still  further  promotes 
the  stability ;  and  these  engines,  though  they  may 
not  be  balanced  artificially,  are  practic<Uly  steady 
Ski  sixty  miles  per  hour.  But  the  great  spread  of 
wheels,  though  beneficial  on  straight  lines,  is  pre- 
judicial on  the  curves,  and  particularly  in  passing 
into  sidings ;  for  it  is  plain,  that  the  farther  apart 
the  extreme  axles,  the  greater  is  the  angle  at  which 
the  leading  wheel-flange  meets  the  outer  rail  on 
curves,  and  the  more  severe  is  the  labor  of  guiding 
the  engine. 

The  springs  between  engine  and  tender,  though 
useful  for  reducing  the  fore-and-aft  motion,  have 
been  introduced  chiefly  to  meet  the  horizontal  os- 
cillation. But,  it  is  clear  that,  in  so  far  as  they 
and  all  similar  appliances,  reduce  this  movement, 
they  tend  to  consolidate  the  engine  and  tender, 
•ind  injuriously  to  increase  the  length  of  fixed 
wheel-base.  A  draw-spring  between  engine  and 
tender  is  no  doubt  a  good  thing ;  but  it  should  be 
employed  rather  as  a  mere  carriage  spring,  to  sof- 
ten the  irregular  motions  of  the  tender  itself.  The 
wheel-bases  of  locomotives  are  abundantly  long 
enough  for  the  fair  purposes  of  a  carriage,  and  it 
is  mechanically  unsound  in  principle,  and  inexpe- 
dient in  practice,  to  divert  tliem  from  their  legiti- 
mate function ;  for,  as  M.  Le  Chatelier  most  justly 
observes,  "it  is  only  in  a  direct  manner — by  at- 
tacking and  destroying  the  cause  itself — that  we 
should  seek  to  extinguish  the  lateral  oscillation  of 
locomotives.'" 

To  be  rootinned. 


Atlantic  and  St.  I<awrrcnce  Railroad. 

The  stockholders  of  this  road  held  their  annual 
meeting  at  Portland  on  Tuesday  the  2d  inst.  The 
President's  report  was  read,  from  which  we  take 
the  Ibllowing  statements. 

We  have  to  congratulat«  yon  at  this  time 
upon  the  near  completion  of  the  great  enter- 
prise, in  which'we  have  been  so  long  engaged. 

The  whole  of  our  own  part  of  the  joint  line  was 
opened  for  the  running  of  trains  in  February  last, 
although  considerable  work  yet  remains  to  be  done 
before  its  final  completion  and  acceptance  from 
the  contractor.  The  track  npon  the  Canadian  por- 
tion of  the  joint  line  is  laid  to  the  common  junc- 
tion, and  the  entire  road  between  Portland  and 
Montreal  was  opened  for  passenger  and  freight 
trains  on  the  18th  of  July  current. 

For  <i11  business  and  practical  pur|)oses,  this 
great  enterprise,  involving  on  our  part,  an  expi-n- 
(liluie  of  over  five  millions  of  dollars,  is  now  suc- 
cessfully achieved. 

It  is  gratifying  to  be  able  to  say  to  you,  at 
the  close  of  our  arduous  labors,  that  from  the 
beginning  of  the  work  to  the  present  time,  the 
credit  of  the  company  h;is  been  maintained,  its 
obligations  promptly  met,  and  in  no  single  in- 
stance has  its  promise  been  protested  and  dis 
honored. 

The  work  of  construction  has  never  been  sus- 
pended or  delayed,  for  non  payment  of  the  month- 
ly estimates.  Only  a  comparatively  small  amount 
has  been  expended  for  extra  interest.  With 
ample  cash  means  the  construction  account 
might  unquestionably  have  been  somewhat  re- 
duced. 

The  results  from  the  operation  of  the  road  as 
it  has  been  opened  from  point  to  point,  demon- 
strate its  immense  advantage!,  and  fully  justify 
the  expectations  of  the  most  sajiguine  in  relation 
to  it. 

The  opening  of  it  through  between  Portland  and 
Montreal,  is  too  recent  to  show  practically  the 
amount  of  business  to  be  done  upon  it. 
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In  pursuance  of  the  authority  granted  by  you, 
at  your  meeting  held  on  the  10th  of  June  last,  and 
the  power  to  lease  granted  by  the  Stajtc,  by  the 
act  of  the  Legislature,  approved  March  29th,  1853, 
the  Directors  have  entered  into  an  agreement  with 
the  Orank  Trunk  Railway  of  Canada,  to  lease  the 
road  and  all  the  property  of  the  corporation,  from 
the  Ist  of  July  current,  for  the  term  ol  999  years, 
and  have  executed  a  contract  of  lease  with  par- 
ties in  trust  for,  and  in  behalf  of,  the  Orand  Trunk 
Railway  of  Canada;  ivntil  the  said  Grand  Truak 
Railway  company  shall  be  legally  authorized  to 
become  a  direct  party  to  said  contract  of  lease, 
upon  the  following  terms  and  conditions.  The 
Lessees  covenant  to  assume  and  pay  all  the  liabi- 
lities of  th  company,  as  they  become  due  ,  pay 
six  per  cent  annually  on  all  the  shares  of  the  com- 
pany, from  and  after  the  said  1st  day  of  July,  in 
semi-annual  payments,  and  observe  and  conform 
lo  the  charters  and  the  laws,  applicable  thereto, 
of  the  several  States  through  which  the  road  pas- 
ses, and  to  pay  all  necessary  expenses  incurred  in 
maintaining  and  preserving  the  organization  of 
this  corporation,  and  this  company  is  bound  to 
keep  up  the  organi/.ation  required  by  its  char- 
ter. 

The  securities  provided,  in  addition  to  the  coven- 
itnts  of  the  Lessees,  are  the  right  to  re-enter  and 
resume  the  possession  of  the  road,  all  its  property 
and  rights,  on  failure  on  the  part  of  Lessees  to  pay 
the  floating  debt  of  the  company,  the  interest  on 
the  funded  debt,  and  the  principal  thereof,  as  the 
same  shall  become  due. 

Such  are  the  general  provisions  of  the  contract 
of  lease,  and  the  guarantees  provided  for  the  secu- 
rity of  this  company  are  deemed  ample,  and  are 
satisfactory  to  the  Directors. 

The  simple  guarantee  of  the  Grand  Trunk  Rail- 
way company  of  Canada,  with  its  immense  Cap- 
ital, when  paid  in,  independent  of  our  lien  upon 
the  property  leased,  will  command  the  confidence 
of  capitalists,  and  the  stock  of  this  Road,  thus  se- 
cured as  a  perpetual  six  per  cent,  dividend  paying 
stock,  must  command  a  high  price  in  the  share 
market,  and  be  sought,  both  at  home  and  abroad, 
:u)  one  of  the  best  and  safest  investments  that  can 
be  had. 

During  the  past  year,  no  serious  accidents 
have  occurred  to  any  person  in  the  employment 
of  the  road,  and  none  whatever  to  any  passen- 
ger. 

No  injury  is  known  to  have  happened  to  any 
passenger  since  the  first  opening  of  any  portion  of 
the  road. 

Since  the  last  annual  -  meeting,  a  further  loan  of 
the  bonds  of  the  city  of  Portland,  to  the  amount 
of  $36,000,  has  been  obtained,  but  none  of  these 
bonds  Uave  been  sold.  A  few  of  them  have  been 
used  as  collateral  security  for  tempoiary  loans, 
and  these  will  be  immediately  redeemed,  and  all 
that  have  been  received  from  the  city  will  be  can- 
celled and  returned,  leaving  the  .same  amount 
of  iadebtedness  of  the  company  to  the  city  of 
Portland,  as  reported  at  the  hist  annual  meeting. 

Pending  the  negotiation  for  lea-sing  the  road,  we 
have  refrained  from  using  the  last  loan  of  city 
bonds,  and  our  floating  debt  has  consequently 
been  very  much  increased,  as  will  be  seen  by  re- 
ference to  the  accompanying  report  of  the  Trea- 
surer. 

The  report  was  unanimously  accepted.  Wood- 
bury Storer,  Esq.,  then  offered  the  following  pre- 
amble and  resolution,  which  was  adopted  without 
a  dissenting  voice —  '       '- 

Looking  back  on  the  years  6f  diligent  and  labo- 
rious efforts  of  those  gentlemen  to  whom  has 
been  entrusted  the  management  and  supervision 
of  the  great  enterprise,  upon  the  successftil  com- 
pletion of  which  we  are  now  permitted  to  rejoice 
together — 

Resolved,  That  we,  a«  stockholders,  feel  con- 
strained to  express  our  deep^nse  of  obligation  to 
them,  for  the  high-minded  and  honorable  course 
which  has  uniformly  characterized  theirdischarge 
of  the  important  trusts  reposed  in  them. 

The  financial  condition  of  the  company  is  stated 
to  be  as  follows ;  .  . 


There  has  been  expended  and  charged  towards 
construction,  and  distributed  to  the  following  ac- 
counts— 

Forst-ition  houses  and  lands,  and  depot 
lauds  in  Portland,  with  improve- 
ments thereon $348,680  66 

Land  damages 37,669  31 

Fencing 25,451  49 

Grading,  masonry  and 

bridging 610,137  8C 

Superstructure,  includ- 
ing ballasting 409,330  67 

OflSce  expenses 32,852  39 

Engineering 106,671  46 

Sundry  accounts 26,740  71 

51,666,334  64 

Commercial  street,  in  extension  of  the 
road  across  the  city 

of  Portland 71,071  96^ 

Less  amount  received 
of  Portland,  Saco  and 
Portsmouth  Railroad 
Co.,  on  acconnt  of 
same 36,621  71 


year  are  exhibited  in  the  following  table.  Th»t 
part  of  the  road  between  Nortlwmberiand  and 
Island  Pond,  wa*  opened  for  traitel  in  February 
List,  but  in  an  unfinished  state,  aii4  wa.->  nm  with 
much  irregularitJy  till  the  c^xsninC  of  Spring.  The 
result  was  a  loss^  rather  than  a  gaff>,  to  the  income 
account.  \ 

Total  receipts. 

From    143,740  1-2  passen- 
gers   101,048 

88.371  66-100  tons  , 

freight 137,21(>  I 


Interest  on  loans 43,106  86 

"        on  city  of  Portland 

bonds 264,368  21 

■'        on  company's  bonds  94,064  81 
'•     .    dividends  to  stock- 
holders  ,190,346  16 

Discount  on  the  company's 
bonds,  sold  at  16  per  ct. 
discount 48,460  00 


34,450  »: 


Equipment — Locomotives ..  166,816  05 
Passeng'r  cars  42,940  43 
Merch'dize  do.  158,328  08 
Snow  Ploughs    4.267  09 


630,336  Oi 


5Q2,?A\  6^ 


To  Wood,  Block  &  Co.,  on  contract  of 
8th  January,  1850,  for  construction 
of  road  from  So.  Paris  to  boundary 
line,  subsequentiv  limited  to  Island 
Pond,  in  Vermont 2,466,815  25 


Total..: $5,150,277  72 

The  sources  from  which  the  means  to  meet  this 
expenditure  have  been  ultimately  derived,  are  as 
follows : 

Capital  stock $1,538,100  00 

City  of  Portland  bonds  2,000,000  00 

Company's  "  973,700  00 

Notes  payable 352.252  28 

"    issued    for   divi- 
dends   to   stock-       • 
holders 52,382  07 

Balance  due  on  int.  ac- 
counts and  coupons.       29,887  10 

Balance  due  on  sundry 
accounts 1 ,410  01 

Net  income  of  road  to 
Jnly  1.18,53 407,218  06 


5,354,899  62 


Wliich  leaves  a  balance  of  assets  re- 
ceived, of $204,621  80 

Consisting  of  am't  deposited  with 
Commissioners  of  sink- 
ing fund 83,750  00 

Notes  receivable <    12,472  62 

Freight  earnings  in  hands 

of  freight  agents 26,016  56* 

Due  from  Post  Office  De- 
partment       1,564  26 

Wood,  oil,  &c.,  working 

materials  on  hand   .38,693  63 

Simdry  accounts 8.239  76 

Portland,  Saco  and  Ports- 
mouth railroad  stock. .     2,711  75 

Cash  in  Treasury 31,184  84 


Mails 
Rents 


Expenses       j 

For  mainteuanc4  o(  way . . .  37,7 

"  locomotive  Jwwer 23,71 

''  train  expenses 34,871 

"  office  csUibHshment . . .  7,73$ 

"  station  expanses 13,132 

"  mail  expenses 60^ 

general  expenses 919 


46 


-9264,743  06 


62 
64 
84 
24 
26 
16 
04 


fuel  account 22,48^  87 


I 


Net  receipts  for  the  year 

Surplus  on  hand  June  30.  1852. 


-$141,222  66 

.$113^20  39 
.   '293,697  67 


$407,218  06 


Net  incomo  to  July  1,  1868 

Number  of  miles  run  by  passen^r  trains  for  tbo 
year,  142,028.  * 

Freight  and  other  traihs,  12a,360.] 

Total  miles  run,  267,978.  -I 

Average  receipts  per  mile  run,  f7c.  6m.     *' 

Expen-ses  j>er  iuile,  62c.  7in.       - 

The  report  of  the  commissioners  of  the  siokiog 
fund  for  the  loans  of  city  credit,  1848.  and  165(> 
shows  that^ —  ,  ^ 

The  aggregate  of  the  two  fundai  is  ninety-three 

)ur  dollars,  and 


thousand  six  hundred  and  thirty-] 
seventy  cents— tiz : — 

Fund  of  1848.., 

Fund  of  1850, 


.$66,610  87 
.   27,124  33 


$<»3,634  70 
are  kept  separ- 
invcstmcnts  can 


The  accounts  lof  the  two  funds 
ately,  but  the  pl-esent  state  of  the 
be  sufficiently  e&bibited  in  the   aegregate  as  fol 
lows:  I  i  ij 

.iiroa 


Invested  in  city  scrip  of  the  rai|road 

loans 

Mortgages  .ind  teal  estate 
Cash 


$64,000  00 

28,320  00 

1,814  70 


$204,621  84 


♦This  amount  since  reduced  bv  collections  $12,- 
402  74 

The  results  from  operating  the  road  the  past 


t- f- 

'  $93,634  70 

In  December  tiext,  the  period  o '  five  f  trs  will 
be  completed  from  the  first  is.sue  <  f  the  iwiui  tinder 
the  act  of  1848.  After  that  lime  the  law  requires 
that  the  annual  Contribution  to  tho  principal  of  the 
first  fund  shall  be  316,<KX) — being  one  and  a  half 
per  cent  upon  the  amount  of  loan  outstanding. — 
After.  February  1856  the  ^a'me  rate  of  contiibu 
tion  will  be  required  for  the  second  fund.  From 
that  period  the  aggregate  contribution  to  tbeprin 
cipal  of  the  two  funds,  will  be  $".^,500  yearly,  un- 
til the  matuiity  or  extinguisbmenl  of  the  loans. 

The  characteristics  of  the  line  ^re  given  as  fol- 
lows, by  the  engineer,  viz  > 

Feet  per  mile   Miles  asd'g  nor^k.    Do  do  south. 


0to& 
Including 

levels 

51.66 

TAB! 

,E  or 

cRAoes IX 

6  to  10 

• 

11.27 

10  to  IG 

10.70 

15  to  20 

5.72 

20  to  2> 

3.31 

25  to  30 

350 

30  to  3'. 

5.38 

35  to  40 

6.14 

40  to  4^3 

11.46 

60 

8.41 

"<rie fjx.-y^.  .i4-_u  arti.iiKi.t: 


Ml^ES 
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6.86 
2.95 
4.19 
0.85 
4  64 
1.42 
3.20 
3.47 
000 
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RECAPITULATION. 

Going  North  jrom  Portlant '. 

Qradea  to  firo  feet  per  mile,  incIudiDi: 

levels 51 .55  miles. 

Descending  grades 3|.C1 


Total 

Ascending  from  ftve  feet  upwards . . , 


6i 


16  miles. 
,89    " 


Total  distance :^49|05  miles 

Going  South  towards    Portland. 
Levels  and  descending  grades  to  five 

feet  per  mile 

Other  descending  grades 

Ascending  grades  to  five  feet  per  mile 


Total 121 

Ascending  from  five  feet  upwards . . . .  i|7 


51 

65  89 
51 


55    " 

« 


95 
00 


Total  distance 1^9.  )5  miles. 

From  the  above  table  it  will  be  se^n  that  45 
feet  is  the  maximum  grade  in  both  direjctims,  with 
the  single  exception  of  one  continuous  Igrj  de  of  60 
feet  per  mile  for  3.41  miles,  going  nortl).  As  this 
grade  is  in  favor  of  the  heavy  traffic,  it|is  aot  con- 
sidered very  objectionable. — There  beiijg  <|nly8.09 
miles  of  ascending  grades  going  southj  exceeding 
80  feet  per  mile,  they  can  all,  should  the  <  ccasiou 
require,  be  reduced  to  that  standard  ibi  a  very 
reasonable  sum. 

Belleville  And  Illinolatowrn  Railr  >»<f| 

We  learn  from  the  St.  Louis  Republiclin  hat  the 
directors  of  the  company  engaged  in  btiild  iug  this 
road,  at  a  session  on  the  28th  ult.,  located  the  ter- 
minus directly  opposite  the  foot  of  Market  street, 
St.  Louis,  on  the  Illinois  shore.  They  ha  ve  now 
two  hundred  men  at  work  on  the  two  mil  Js  next 
to  the  river,  and  will  have  the  emt^oLkments 
thrown  up  as  rapidly  as  possible. 

We  learn  also,  that  the  directors,  in  tie  exercise 
of  the  powers  conferred  upon  them  by  the  act  of 
the  last  legislature  have  located  the  roa0  I  hrough 
the  county  of  St.  Clair,  a  distance  of  i^re  i  miles 
in  the  direction  of  Alton.  We  hear  thati  in  iasures 
are  in  progress  to  resist  this  location,  an|rl  ihat  the 
question  will  probably  be  tested  in  St.  Cjlair  coun- 
ty by  a  resort  to  tho  courts.  If  prosecuted  imme- 
diately, the  case,  whether  decided  for  «r  igainst 
the  company,  will  be  put  in  a  condition  |to  be  de- 
termined by  the  supreme  court  of  the  stkte  at  the 
Fall  term. 

It  is  stated  that  the  citizens  of  Brightqn,  %  town 
located  some  ten  miles  upon  the  Mi8si$sij  pi  and 
Chicago  road,  have  held  a  meeting  and  nvited 
the  directors  of  the  Belleville  and  Il]in(  istown 
railroad  to  connect  that  road  with  the  ^^is!  issippi 
and  Chicago  road  at  Brighton.  This  wpu  d  give 
a  direct  communication  by  railroad  frocfi  C  bicago 
to  St.  Louis,  without  touching  Alton. 


Til*  .Troy   and 


>la  Bem- 


Boaton  Railroad 
nlncton* 

A  lecent  ride  over  a  portion  of  the  rostds  which 
constitute  this  route,  their  civil  and  coiia  unica- 
tive  Agents,  and  the  interest,  and,  to  rndst  of  our 
citizens,  the  novelty  of  the  region  through  which 
they  pass,  induce  us  to  warmly  recommenc  them 
to  the  notice  of  our  peregrinating  readers.  Whe- 
ther the  tourist,  after  leaving  the  shadyr  and 
(marvellous  to  say)  the  well-cleansed  ^tniets  of 
Troy,  and  having  gazed  on  the  memoriabje  i  ield  of 
Bennington  stops  awhil  e  at  Kutland  whos  e  airy 
site  is  not  far  Westward  from  some  of  the  1  ighest 
of  the  cloud-capped  pearks  of  the  Green  n^u  itains, 
— and  proceeds  thence  to  Bellows  F^Us  iif  h<  re  the 
narrowed  Connecticut  is  seen  to  pitch  m^dl  r  from 
rock  to  rock,  (Yankee  rivers  we  suppoie  not 
liking  prison)  to  Boston  by  the  way  oif  :  [eene, 
which  some  with  good  reason,  regard  as  th(  love 
liMt  Tillage  of  New  England, — or  whethei  from 


Rutland  he  goes  to  Burlington  whose  College  Hill 
commands  a  water  and  island  view  of  surpassing 
beauty,  to  Rouse's  point  Jutting  boldly  into  the 
waters  of  Lake  Champlain  and  thence  to  busy 
Ogdensburgh  on  Lake  Ontario,  or  to  Montreal 
whose  glittering  spires  remind  us  of  old  days  and 
the  old  world, — we  think  he  will  not  regret  having 
followed  our  advice. 


Alexandria  and   JLyncliburg  Railroad. 

The  Charlottesville  Republican  states  that  the 
board  of  directors  of  this  company  have  ordered 
the  necessary  surveys  for  the  extension  of  this  im- 
portant road  to  Lynchburg,  in  pursuance  of  the 
act  of  the  General  Assembly.  It  is  informed  that 
a  corps  of  engineers  will  be  ready  to  take  the  field 
before  the  close  of  the  present  month. 

At  a  meeting  of  the  board  of  directors  on  Tues- 
day, T.  C.  Atkinson,  Esq.,  was  appointed  chief  en- 
gineer of  the  extension  from  Gordonsville  to 
Lynchburgh,  and  H.  W.  Vandegritt,  Esq.,  retained 
as  chief  engineer  of  the  "Western  Section,"  ex- 
tending from  CuljKipper,  C.  H.,  to  Gordonsville,  in 
connection  with  the  Gcnerid  Superiutendency  of 
the  road.  '   ' 


BKAMDS^     LIQ^UID, 

FOR  DISSOLVING  AND  PREVENTING 
INCRUSTATIONS  IN  STEAM  BOILERS, 

Is  acknowle<lK«<l  by  all  who  have  used  it,  to  be  the  best  pre- 
ventive ever  intruduced  to  the  notice  of  the  public.    It  is  not 

injurii>U!«  to  the  Boilcn*,  even  if  used  in  )ar);e  quaiititico,  and  it* 
iH)w  in  general  use  in  a  great  part  of  Europe,  on  Railroads  and 
Steamboats,  and  for  Stationary  Boilerx. 

By  the  use  of  this  liquid,  old  incruisted  boilers',  and  principally 
tubular  boilers,  which  from  their  construction  are  in  general  very 
ditncult  and  in  .some  cases  impossible  to  be  cleaned,  may  be  fre- 
ed from  incrustation  in  a  few  days,  and  by  the  continued  use  of 
it  kept  entirely  free  from  any  fiiture  accumulation,  thereby  in- 
crea^inK  the  generation  of  steam,  re<Iucinj{  the  consumption  of 
fViel  and  diminishing  the  danger  of  explosions. 

The  |)roprietor»  of  Brands'  Li(iuid  are  so  confident  of  the  mer- 
its of  this  invention,  that  they  otter  one  barrel  gratia  to  parties 
will'ing  to  make  a  trial,  and  to  be  paid  for  only  in  case  of  suo- 
esa. 

Directions  for  the  use  of  Brands'  Li(iuid,  with  te.stimouial:',  to- 
gether with  ftill  particulars,  may  be  obtained  from  the  Agents, 
Messrs.  BOl'RRY  <fe  ROEDER, 
Consulting  and  Mechanical  Eiigineera, 

Aug.  10,  1853.  333  Broadway,  K.  Y. 

Indla-Rubber  Railroad  Car 
Springs,  etc. 

THE  UNITED  STATES  CAR  SPRING  COMPANY,  hav- 
ing  completed  their  new  Factory,  are  manutkcturing  and  fur- 
ni.-^hing  to  Raiiroad  Cotnpaniea,  and  Car  Builders,  RUBBER 
UPRINGS  of  the  best  (|uality,  on  the  most  favorable  terms. 

Also,  McMulten's  superior  WHITE  HOSE,  not  only  for 
Railroads,  but  all  other  purposes,  and  of  any  size  or  thickness 
required.  Otflce  No. ',^5  Cliff  street, 

Aug.  10,  1853.        3m  New  York. 


To  Contractors. 

NORTHERN  INDIANA  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
oflSce  of  the  Company  in  Toledo,  Ohio,  until 
the  first  day  of  September  next,  at  noon,  for  grub- 
bing and  clearing,  grading,  bridging,  superstruc- 
ture and  fencmg  of  that  section  of  the  new  line  of 
said  Road,  from  its  junction  with  the  Auburn  and 
Eel  River  Railroad,  to  the  town  of  Goshen,  in  Elk- 
hart county,  la.,  a  distance  of  51  miles.  The  line 
is  divided  into  sections  of  about  one  mile  contain- 
ing from  7,000  to  «5,000  yards  of  earthwork  each, 
and  in  the  aggregate  about  one  million  yards. — 
Proposals  may  be  made  for  one  or  more  sections, 
Mapsand  Profiles  of  the  line,  and  plans  and  speci- 
fications of  the  work,  may  be  examined  at  the  of- 
fice of  the  company  in  Toledo,  on  and  after  the 
20th  of  August  inst. 

The  directors  reserve  the  right  to  accept  or  re- 
ject proposals,  as  they  may  deem  the  interests  of 
the  company  to  require. 

J.  H.  SARGENT, 
Asst.  Chief  Engineer. 
Office  of  Nor  Ind.  R.  R.  Co.,) 
Toledo,  August  4Ui,  1868.    ) 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
T^me-tailes,  Circulars,  Tickets,  <f-c.,  ^c. 

J.  H.  SCHUL.TZ  &  CO. 

New  York  April  9,  1853.  .... 


lilTHOORAPHY. 

PUBLISHERS,  Civil  Engineers,  Machlntata,  aaA 
quiring  Lithographs,  plainer  in  colon,  can  dep«a4  •■  ttw 
high  finish  of  their  deai^s,  along  with  promptness  aod  dIaMteh. 

DAVID  CHILLAS, 
]         60  South  3rd  Slrvet 
May  Ist,  1853.  Philadelphia. 

SIMEON  DRAPER.  No.  46  Pine-st.,  otters  for  sale,  a  variety 
of  RAILROAD  BONDS  and  STOCKS  j  also  CITY,  TOWN 
and  COUNTY  BONDS,  among  which  are— 
Ist  Mortgage  Convertible  Bonds : 

Payable  in 
7  per  ct. — Buffalo,  Coming  and  New  York 

R.   R. New  York,  1887 

7  per  ct— Western  Vermont  R.  R "      1861-71 

7  per  ct. — Columbus,  Piijua  and  Indiana.  .  .        "  1862 

7  per  ct. — Catawissa,  Williamsport  and  Erie.        "  1867 

8  per  ct.— Peoria  and  Oijuawka "  1863 

6  per  ct. — Maysville  and  Lexington "  1870 

6  perct.— Dauphin  and  SuBquebanna  Coal  Co.       "  1877 
1st  Mortgage  Bonds : 

7  per  ct.— Coming  6d  Blossburg *•  1873 

7  per  ct.— Buffalo  and  New  York  City «'  186(5 

7  per  ct. — Mansfield    and  Sandusky "  1860 

7  per  ct.— Toledo,  Norwalk  and  Cleveland.  .       "  1861 

7  per  ct— Vermont  Valley "  1861 

7  per  ct— New  Jersey  Central "      1860-70 

7  per  ct— Bmnswick  Canal  Co "  1857 

7  per  ct— Troy  and  Benningtoa Troy,  N.Y.  1862 

Also,  second  Mortgage  bonds  of  many  of  the  al>ove  companies, 
and — 
7  per  ct— Saratoga  and  Washington  B.  R.New  York,  1862 

7  per  ct— Troy  and  Boston "  1864 

7  per  ct — Muscogee  Railroad Savannah,  1862 

7  per  ct— Huroti  and  Oxford New  York,  1862 

10  per  ct— Mansfield  and  Sandusky  R.  R.  Co.        "      1856-57 
7  per  ct— Township  of  Portland,  Ohio.  ...        "  1862 

7  i>er  ct — City  of  Dayton,  Ohio,  guaranteed  by 

Mad  River  R.  R "  1861 

10  perct— City  of  Keokuk,  Iowa Keokuk,  1863 

7  per  ct — Town  of  Huron,  Erie  county,  Ohio.     Huron,     1861 

7  per  ct— Town  of  Newark,  0 New  York,  1860 

7  per  ct — City  of  Sandusky,  convertible  into 

Junction  R.  R.  Stock. "  1866 

7  perct— State  of  California "      1802-72 

7  per  ct — Mortgage    t>onds   of  the   Atlantic 

Steamship  Co "  1855 

12  per  ct — Improvement  Scrip  of  the  State  of 
Wisconsin   for   improvement  of 

Fox  River "  1802 

Rutland  and  Whitehall  Stock,  with  guarantee  of  7  percent 
dividend  by  Saratoga  and  Washington  Railroad. 
Stock  in  the  Western  Vermont  R.  R.  Co. 
Stock  in  the  Mad  River  R.  R.  Co. 
Stock  in  the  Buffalo,  Corning  and  New  York  R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.  R.  Co. 
Stock  in  the  New  York  and  Virginia  Mail  Steamship 
Company,  paying  20  per  cent  dividends. 

Notice  to  Contraetors. 

PROPOSALS  for  the  Grading,  Masonry  and 
Bridging  of  i>ortions  of  the  Girard  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Journal  Office,  New  York,  on  tlie  1st  of  October 
next. 

Plans,  Profiles  and  other  required  information 
will  be  furnished  at  that  time.  The  entire  length 
of  the  road  is  225  miles ;  commencing  at  Girard, 
in  Russell  County,  on  the  west  bank  of  the  Chat- 
tahirchu  river,  opposite  Columbus,  Ga.,  and  run- 
ning to  Mobile,  62  miles  south  of  Girard,  is  under 
contract,  23  miles  nearly  complete.  The  amount 
of  subscription  up  to  date  is  S2,766,000.  The  pro- 
bable cost  of  the  road  is  S4 ,000,000. 

That  portion  of  the  line  between  Greenville  and 
Mobile  (115  miles)  will  be  placed  under  contract 
as  soon  as  the  Mobile  subscription  of  SI  ,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President. 

GEO.  S.  RUNEY,  Chief  Engineer. 

Girard  Railroad  Office,  Qth  July,  1863.      '^ 
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ST.  LOUIS  AWD   IRON  MOUNTAIN  RAIL- 
;  -C        ROAD.    ,     .     V 

PROPOSALS  will  be  received  at  the  office  of 
Company  in  St.  Louis,  Mo.,  for  the  Gradua- 
tion, Masonry  and  Bridging  of  that  portion  of  the 
St.  Louis  and  Iron  MounUin  Railroad  included 
between  St.  Louis  and  the  Iron  Mountain,  or  Pilot 
Knob,  distance  about  84  miles.  The  preliminary 
surveys  and  approximate  locations  are  now  com- 
plete, and  the  final  location  for  construction  in  ra- 
pid progress,  and  may  be  closed  by  the  1st  Sept. 
Meanwhile,  profiles  and  plans,  now  ready,  will, 
with  examination  of  the  country,  give  all  necessa- 
ry data. 

The  work  on  this  road  is  heavy,  including  three 
tunnels,  and  much  rock  work  and  masonry,  about 
20  miles  of  the  road,  shows  "side-hill"  work,  and 
the  balance  heavy  through  work.  The  Iron  Moun- 
tain is  700  feet  above  the  river  at  St.  Louis ;  but 
two  principal  depressions  arc  to  be  crossed  before 
reaching  that  height.  The  country  passed  through 
is  healthy  and  well  watered. 

Proposals  will  be  received  (by  quantities)  for 
the  whole  or  a  part  of  the  road,  but  contracts  will 
only  be  made  with  responsible  parties.  No  con- 
tracts will  be  closed  before  the  15th  of  August, 
and  no  sooner  thereafter  than  satisfactory  offers 
are  received  from  responsible  parties.  The  road 
will  hereafter  be  extended  to  the  Arkansas  line, 
to  connect  with  the  Cairo  and  Fulton  road,  and  a 
branch  to  the  Mississippi  River,  at  Cairo  or  new 
Madrid,  is  also  contemplated. 

WM.  M.  M'PHERSON,  Pres't. 

Thos.  S.  O'Sullivan,  Consulting  Engineer. 

J.  H.  MoRLEY,  Eng.  in  Charge. 

4w.  St.  Louis,  July  21, 1853. 


N.  York  and  A.  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 
Commencing  Monday,  May  9, 1853. 


Notice  to  Contractors. 

BUFFALO  &  PITTSBURGH  RAILROAD— 
Sealed  proposals  will  be  received  at  the 
Engineers  Office,  in  the  city  of  Buffalo,  until  the 
first  day  of  September  next,  for  the  graduation, 
masonry,  and  for  the  entire  construction  of  the 
line  of  road,  (about  20  miles,)  between  Ellicott- 
ville  and  the  Pennsylvania  State  Line,  in  the  valley 
of  the   Tunungwant. 

Plans  and  Specifications  will  be  ready  for  in- 
spection at  the  ofiSce  of  the  Engineer  on  and  after 
the  20th  day  of  August  inst.  The  proposals  may 
be  made  for  the  grading  masonry,  ties,  fencing  and 
entire  construction  in  a  single  proposition,  or  for 
the  same  and  all  items  separately  and  in  independ- 
ent propositions  ;  and  proposals  aa  above  for  a 
single  section  or  any  number  of  sections  will  be 
received  ;  the  Company  reserving  the  right  to  re- 
ject such  propositions  as  are  not  satisfactory. 
Proposals  willalso  be  received  in  like  manner,  for 
the  balance  of  the  road  from  Ellicottville  to  the 
city  of  Buffalo,  distance  about  50  miles,  up  to  the 
20th  day  of  September.  Plans  and  specifications 
for  which  will  be  ready  for  examination  at  the 
office  of  the  Engineer  from  and  after  the  10th  day 
of  Sept  next. 

Any  further  information  desired  may  be  obtain- 
ed by  addressing  Hon.  Orlando  Allen,  President 
of  the  Company,  Buffalo. 

Proposals  are  invited  from  contractors  of  ability 
for  the  whole  road.     Buffalo,  August  2,  1853. 

au4t31     E.  R.  BLACKWELL,  Chief  Engineer. 

Notice  to  Contractors. 

SEALED  proposals  will  be  received  by  the  un- 
dersigned, through  the  Post  Office  at  this 
place,  until  noon,  Wednesday,  August  17th,  forthe 
Grading  and  Masonry  of  the  Flemington  Railroad, 
extending  from  Lambertville  to  Flemington,  113^3 
miles. 

The  line  will  be  ready  for  inspection,  blanks 
will  be  Aimished,  and  profiles  exhibited,  on  and 
after  August  12th. 

ASHBEL  WELCH,  Engineer. 
LAMBfiRTTiLttS.  N.  i.,  July  28, 18&8. 


TBAim  TO  NSW  YORK. 

5.30  A.M.— Special,  from  Port 
CfaMter. 

5.00  A.M. — Commutation  (hxr 
New  Havea 

6.15  A.M.— Accommodation  to 
New  Havea 

8.15  A.SL — Accommodation  bn 
New  Haven. 

9.36  A.M.— Express  IVora  New 
Uaven,  Stopping  si 
Bridgeport,  Nor- 
wallc  and  Stamford. 

l-O?  P.M.— Boston  Exprect, 
stopping  at  Bridgo- 
poit,  Norwalli  and 
Stamford. 

4.00  P.M.— Special,  from  Fori 
Chester. 

4.00  P.M. — Accommodation  fin 
New  Haven. 

9.30  P.M.— Boston  Expreia, 
stopping  at  Bridge- 
port, Norwulk  iukI 
Stamford. 

GEOROB  W.  WHISTLER,  Jr.,  Sup't 
jfew  Haven,  May,  1863. 


TRAINS 

7  A.  M. 


8  A.M.—: 


9.10  A.M. 

11.30  A.M. 

3-00  P.M. 

4.00  P.M. 
6.00  P.Bt 

5.35  P.M 
0.30  P.M. 


FBOM  NBW  TOBK.        | 

— Accommodation  toi 
New  Haven. 
Express  for  Boston,! 
stopping  at  Stam- 
ford and  Bridge- 
port 

—Special  for  Port 
Chester. 

— AccommodatiOD  fbr 
New  Haven. 
Express  for  New 
Haven,  stopping  at 
Stamford,  Norwalkj 
and  Bridgeport 

— A  ccommodation  f<»'| 
New  Havea 

.—Express  for  Boston, 
Stopping  at  N.  Ha- 
vea 

— Commutation  for  N. 
Havea 

—Special  for  Port 
Chester. 


SJXTY  MILES  DISTANCE  SAVED!— ONLY  TUIKX  V-SIX 
AND  A  HALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  the 
Great  Western  U.  S  Through  Mail— FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  and  all 
Ports  on  Lake  Michigan.— Through  from  Bufliilo  to  Monroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The-lbllowing  mapiificeot  and  unequalled  ("teamers  from  the 
line  between  Buffiilo  and  Monroe  : 

EMPIRE  STATE.  J.  Wilson,  Commander,  leaves  Buffiik) 
Mondays  aud  Thursdays. 

SOUTHERN  MICHIGAN,  A.  D.  Pbrkins,  Comman<ter, 
leaves  Butlalo  Tuesdays  and  Prida>-s. 

NORTHERN  INDIANA,  I.  T.  Phbitt,  Commander,  )e«T«i 

Buflalo  Wednesdays  and  Saturdays. 

One  of  the  atxjve  Bi>leQdid  steamers  will  leave  the  Michigan 
Soutliem  Railroad  Line  Dock,  at  9  o'clock,  P.  &L  every  day, 
(except  Sundays')  and  run  direct  through  to  Monroe  without 
landing,  in  14  hours,  where  the  Lightning  Express  Train  will  be 
in  waiting  to  take  passengers  direct  to  Chicago  in  8  hours ;  ar- 
riving next  evening  after  leaving  Bu&lo. 

THE  LAKE  SHORE  RAILROAD, 
runs  in  connection  with  this  line,  fonuing  the  only  continuous  line 
of  Railroad  to  Chicago  and  tlie  Illinois  River. 

For  Through  Tickets,  by  New-York  and  Erie  and  Buflhk)  and 
New-York  City  Railroad  via  BuSalo,  or  by  the  People's  Line  of 
Steamt>oats,  Hudson  River  Railroad  via  Albany  and  Buflklo,  ap- 
ply to 

JOHN  F.  P0RTEB,Agent, 
Na  193  Broadway,  comer  Dey-st,  N.  T. 


GREAT   ^VESTERN  MAIL   LINE— SIXTY 
MILES  DISTANCE  SAVED,  by  Uking  the  MICHIGAN 
SOUTHERN  AND  NORTHERN  INDIANA  RAILROAD.— 

Through  tickets  fur  Chicago,  St  Louis,  Milwaukee,  Racine,  Ken- 
osha, Waukegan,  and  Sheboygen,  by  New  York  and  Erie  Rail- 
road via  Dunkirk,  and  Buffalo  and  New  York  City  Railroad  ; 
People's  Line  of  Steamboats,  Hudson  River  Railroad,  via  BuT 
bio,  connecting  at  BuSalo  with  the  splendid  steamers  EMPIRE 
STATE,  J.  Wilson,  Commander,  Mondays  and  Thursdays; 
SOUTHERN  MICHIGAN,  D.  Perkins,  Commander,  Wed- 
nesdays and  Saturdays;  NORTHERN  INDIANA,  L  T.  Phbatt, 
Commander,  Tuesdays  and  Fridays  ;  leaving  Buffiilo  every  eve- 
ning (Sundays  excepted)  These  steamers  are  k)w  pressure, 
buUlt  expressly  for  the  Lake  trade,  and  for  finish,  speed,  strength 
and  safety,  have  no  superiors  anywhere. 

The  coooectione  with  the  Express  Trains  at  Toledo  and  Moo- 
roe,  for  Chicago  and  St  Louis,  are  perfect,  and  can  be  reU«d 
upoa 

Forty  hours  (hxn  New  York  to  Chicaga  Time  and  money 
saved  by  taking  this  Line. 

Passengers  preferring  it,  can  take  the  Lake  Shore  Railroad  to 
Toledo,  the  Michigan  Southern  and  Northern  Indiana  RailroAd 
to  Chicago,  thence  by  the  Rock  Island  Railroad  to  La  Salle, 
forming  the  only  continuous  line  of  Railroad  to  the  Illinois  river. 

For  through  tickets  or  ft-eigbt  apply  to 
JOHN  F.  PORTER,  Agent,  183  Broadway,  cor.  Dey  st 

Aiew  York  and  £rie  li.  K. 

j_!«P|  PASSENGER  TRAINS 

jB^A.  leave  Pier  foot  of  Duane  street, 

2BBI  *^  follows,  riz : — 

Day  Kxprbss,  at  6  a.  m.  for  Buf&lo  direct,  over  the  N.  Y. 
and  £.  R.  R.,  and  the  Bui^o  and  N.  York  City  R.  R.,  without 
change  of  baggage  or  cars  ;  and  also  for  Dunkirk. 

Mail,  at  8  a.m.  (br  Dunkirk  and  BuffiUo,  and  all  intermediate 
BtatioaB.  Passengers  by  this  train  will  remain  over  night  at  any 
station  between  Susquehanna  and  Coming,  and  proceed  the  nest 
morning. 

Accommodation,  at  V2,)i  p.in.  for  Delaware  and  all  interme- 
diate stations. 

Wat,  at  3^  p.m.  for  Delaware  and  all  intermediate  staticos. 

Niobt  Sxpbbss,  at  6  p.  m.  for  Dunkirk  and  Bu&la 

EiciQRANT,  at  7  p.m.  for  Dunkirk  and  all  intermediate  statiaaa, 

On  Sundays  only  one  Express  Train — at  6  p.m. 

The  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Raihx>ad  for  Clevaland.  Cincinnati,  Chicago,  etc.,  and  at  BufMo 
with  first  class  spleodia  steamers  (br  Cleveland,  Sandusky,  Tole- 
do, Detroit  and  Chu»go. 

OHAS.  MIMOT,  Sidt't. 
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$l,OOU,UQO  l^an 
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jUUUjVUU  ROAD  COMPANY  6 
PER  CENT  FIRST  MORTQAQE  BONDS  fOE 
SALE. 

OFri<;E  OP  WiKSLow  L«nieb  &,  Co.  ) 
No.  53  W&U  St.,  Jane  18,  1852      ( 

THE  LITTLI  MLIMI  RAILBOAD  COMPANY 
offer  for  sale  OKE  MILLION  of  their  SIX  PER 
CENT  BONDS,  With  Coupons,  Interest  and  Princi- 
pal payable  in  New  Y'ork,  the  fotiuer  half-yearly, 
ist  of  Novembef  and  1st  of  May. 

They  are  in  sUma  of  $1,000  eadi,  payable  Ist  of 
May,  1883. 

These  Bonds  are  issued  under  ekpress  authority 
of  the  Legislature  of  the  State  of  Ohio ;  are  a  part 
of  the  $1,500,000  Loan  authorized  to  be  issued  by 
a  vote  of  the  stockholders,  for  the  purpose  of  rais- 
ing means  to  mike  a  double  track ;  the  greatly  in- 
creased and  inct'easing  business  of  the  road  miakes 
this  absolutely  necessary. 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  o<  Cincinnati  and 
terminating  at  Springfield ;  is  now  in  complete 
running  order;  has  cost,  including  equipments, 
stations,  station  houses,  &<;.,  up  to  this  date,  $2,- 
708,109  19. 

This  Company  own  stock  in  the  Columbus  and 
Xenia  Railroad  Company  to  the  atnount  of  $386,- 
1)00,  which  now  commands  a  premium  of  20  per 
cent.  Also  in  the  Hillsborough  Road,  to  the  amount 
of  $11,716. 

The  receipts  of  the  Road  have  been  as  follows : 

For  the  year  ending — 

December  1,  1$44 , 

1646 

1846 

XkXR 

1849 

1850 

1861 , 

1852 , 

The  receipts  frOm  Dec.  1  to  May  I  (last 

5  months) .^ 260,061  27 

For  the  same  tine  the  year  before 172,281  18 


December 
December 
Defcember 
December 
December 
December 
December 
December 


1, 
1, 
1, 
1, 
1. 
1. 
1. 
1, 


..$18,632  26 

..  46,327  68 

..116,052  02 

..221,139  52 

..280,086  78 

..321,398  82 

..405,597  24 

..487,846  89 

526,746  35 


Increase  in  6  months 'A  ....$87,770  09 

The  position  of  this  road  Ix^ing  the  natural, 
shortest  and  most  usually  travelled  route  from  Cin- 
cinnati and  the  vast  country  south  and  west  of  it, 
to  the  northern  cities,  must  ever  make  it  one  of 
the  most  imp<^rtant  and  profitable  Unes  in  the 
country. 

An  inspection  of  a  map  will  shoiw  its  connections 
to  be  many  and  important.  Tbis  road  operate* 
the  Coliunbus  and  Xenia  road,  abd  runs  in  con- 
nection with  the  Cleveland  and  Columbus  road,  in 
fact  they  are  now  run  as  one  line^  greatly  to  the 
advantage  of  all. 

Regular  annual  10  per  cent,  dividends  have  been 
declaired  since  December,  1847,  with  an  extra  div- 
idend of  five  per  cent  in  1861.  In  1862  two  cash 
dividends,  each  10  per  cent,  were  made. 

The  present  turplus  and  reserved  fund  amounts 
to  $98,546  16. 

The  mort£:age  covers  the  entire  line  of  road  cost- 
ing to  date $2,708,109  19 

To  be  expended  on  double  track^i&c.  1,500.000  00 


Value  of  secirity '..$4,208,109  19 

The  security  for  the  payment  Of  these  Bonds  is 
of  the  most  ample  character,  being;  a  first  and  only 
mortgage  or  defcd  of  trust  (excepting  one  of  $100,- 
000  to  the  city  lof  Cincinnati)  on  the  Company's 
Road,  Stations,  Franchises,  net  income,  &c.,  to  J. 
F.  D.  Lanier,  asq.,  of  this  city.  In   trust  for  th« 
Bondholders,  with  ample  power  to  take  possessio 
of  the  road,  its  real  and  personal  estate,  franchise 
&-C.,  and  to  sell  the  same  to  th4   highest  bidde 
for  cash,  if  default  be  made  in  pigment  of  interes 
or  principal.     This  mortgage  is  for  $  1 ,600,000,  and 
cannot  be  increased. 

The  Stock  o«-ned  by  the  Road  in  the  Columbus 
and  Xenia  and  Hillsborough  Railways  will  much 
more  than  pay  off  the  $100,00Q  j>rior  lien  to  th« 
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he  Com- 


any  sum 
e  1st  of 


citj  of  Cincinnati,  and  all  other  dobts  >f 
pany,  except  this  loan  of  #1,500,000. 

Sealed  Proposals  will  be  received  for 
not  less  than  81,000,  until  Thursday, 
September  next,  at  '6  o'clock  P.  M. 

Proposals  will  be  addivssod  to  WINSL^W,  LA- 
NlJilB  &  Co.,  Agents  of  the  Company,  Ko 
St.,  New  York,  indorsed  "Proposals  foi  the  Little 
Miami  Railroad  Bonds."  1 

Ono-haif  the  purchase  money  will  b|o  equired 
to  be  paid  at  the  time  of  accepting;  thii  I  ids,  the 
residue  in  thirty  and  sixty  days.  Any  pi  rcha.<»er 
■will  be  at  liberty  to  pay  in  full  at  once| 

Interest  on  the  Bonds  will  run  from  [he  day  of 
payment 

The  above  $1,000,000  will  be  sold  ab  olutely 
and  without  reserve  to  the  liighest  biddt^r 

J;  or  fVirther  information  apply  at  our  off  ce 

WIN  SLOW,  LANIER  i-  Co 


To  Contractors. 


mmm 


RAIL- 


MILWAUKEE  AND  M/SSISSIPI^I 
ROAD. 

THE  GRADING,  BRIDGING  and  MM  ONRY 
for  the  Milwaukee  and  Mississippi  nilroad 
from  Madison,  the  capital  of  the  state  to  ithi  i  cross- 
ing of  the  Wisconsin  river — a  distance  ol'ai  lOUtSij 
miles — will  be  let  on  the  22d  day  of  Aug  us: ,  1853, 
to  be  completed  on  or  btforo  the  first  day  c  f  April 
1864.  I 

The  line  will  be  divided  into  sections  of  a  t)out  1 
mile  in  length,  and  the  proposition  may  i  iclude 
one  or  more  of  them  About  twelve  miles  >f  this 
work  is  quite  heavy,  averaging  some  30,p0(  cubic 
yards  per  mile,  which  will  make  goo4  Winter 
work.  j 

It  is  also  the  expectation  of  the  railro'ailc  jmpa- 
ny  to  have  the  location  of  the  balance  of  th  >  road 
to  tne  Mi-ssissippi  river — about  seventy  n  ile.« — 
ready  for  letting  by  the  middle  of  Se[jt(mber, 
1863. 

Contractors  will  find  thi.s  a  desirable  infor  c,  the 
excavation  being  mostly  sand  and  gravel,  besides 
it  is  easy  of  access,  and  is  through  a  health  r  and 
well  watered  section  of  the  state. 

Propositions  will  also  be  received  foi}l< '0,000 
CROSS  TIES,  delivered  anywhere  on  th^  1  ne  of 
the  M.  &  M.  B.  R.,  between  Milwaukee  and  the 
Wisconsin  river — to  consist  of  White  Birr  Red 
Oak  and  Red  Elm ;  to  be  six  inches  in  thickness 
and  not  less  than  six  inches  face,  and  eight  f  ;et  in 
length.  j 

The  plans,  specifications  and  profiles'  y  ill  be 
ready  for  examination  on  and  after  Augus ;  15, 
1853.  A.  L.  CATLIN, Contractor. 

HOWARD  H.  BRODHEAE , 

Chief^Engint  er^ 

liailroad  Letting. 


KENOSHA  AND  BELOIT  RAILROAD. 

ON  and  after  the  tirst  day  of  August  nOxt  and 
until  the  15th  of  August,  inclusive,  ptoiosals 
will  be  received,  under  seal,  at  the  Otiice  of  the 
Kenosha  and  Beloit  Railroad  company,  ih  I  Keno- 
sha, for  the  construction  of  the  entire  roid  from 
Kenosha  to  the  Bock  River  Union  Valley  Riail  -oad, 
a  distance  of  about  50  miles. 

The  proposals  may  bo  made  for  the  tfra  ling, 
masonry,  ties,  and  entire  construction  in  a  single 
contract — or  for  the  same  and  all  items  sep^rajtely. 
and  in  independent  contracts  by  diOerent  ind  ivid- 
uab.  They  will  likewise  be  received  for  the  a  )Ove 
in  parts.  The  work  will  besides  be  divided  into 
sections  of  moderate  length,  and  proposal?,  j  s  a- 
bove,  for  a  single  section  or  any  number  lof  sec- 
tions will  be  received.  | 

Profiles  and  specifications  may  ie  iaspefcte  i  at 
the  Engineer's  Office  in  Kenosha,  on  and  Ijeti  reen 
the  days  above  specified,  and  forms  of  pr6p(  sals 
will  be  supplied  to  all  who  desire  to  take  pon- 
tracts. 

ALEX.  C.  TWINING,  Engijiejir. 

Engineer's  Office,  Kenosha,  June  20th. 


i$  1,250,000  Bonds  of  the  New 
Orleans,  Opelousa^  and  Great 
Western  Railroad  Co. 

SEALED  PROPOS.VfeS  will  be  receivca  until  the 
loth  of  September  next,  at  the  otlice  of  HEW- 
ITT, LEES  &  Co.,  in  the  city  of  New  York,  for 
the  purchase  of  1250  Bonds  of  One  Hundred 
Thousand  Dollars  each,  all  dated  1st  August, 
1863,  and  payable  at  the  office  of  the  company  in 
the  city  of  New  Orleans,  as  follows,  to  wit ; 
250  Bondsof;$l000  each,  on  the  1st  August,  1854. 

do    1st  August,  1855. 

do     1st  August,  1856. 

do     1st  August,  1857. 

do     1st  Ausust,  1858. 

interest  at  the  rate  of 


250 

do 

do 

do. 

260 

do 

do 

do 

250 

do 

do 

do 

250 

do 

do 

do 

Sealed 

Bonds 

bearing  in 

seven  per 

cent 

per  annum 

from  date,  interest 
payable  semi-annually,  at  the  office  of  the  com- 
pany in  New  Orleans,  with  coupons  for  same  at- 
tached. Said  bonds  are  issued  by  order  of  the 
Board  of  Directors,  the  proceeds  of  which,  to  be 
expended  in  the  construction  of  the  road. 

The  New  Orleans,  Opelousas  and  Great  Western 
Railroad  company  w;is  organized  1st  May,  1862. 
Its  present  capital,  by  act  of  Incorporation,  is 
$6,000,000.  Its  charter  provides  for  the  con- 
struction of  a  trunk  railway  from  the  city  of  New 
Orleans,  west«?ardly,  to  some  point  on  the  boundary 
between  the  States  of  Louisiana  and  Texas,  favor- 
able for  its  extension  across  the  latter  State  to  .the 
Pacific  ocean. 

The  entire  line  or  first  division  of  road  to  Wa-Sh- 
ington,  in  the  parish  of  St.  Land^,  173  miles  with 
a  branch  of  20  miles  in  siddition,  is  now  under  con- 
tract with  parties  of  the  highest  responsibility,  and 
is  to  be  entirely  completed  by  the  first  day  of  Jan- 
uary 1865. 

The  rails  are  already  laid  for  20  miles,  and  CG 
miles  will  be  finished  and  in  operation  on  the  first 
of  January  next. 

The  cost  of  the  division  to  Washington,  com- 
plete, with  equipments,  depots,  etc.,  etc..  will  be 
$3,300,000. 

The  tributaries  to  the  division  "of  the  road  un- 
der contract,  and  to  the  probable  line  of  its  ex- 
tension to  the  limits  of  the  State,  are  the  Bayous 
Lafourche,  Terrebonne,  Black,  Teche,  Vermillion, 
aourtableau,  Bocuf,  Robert,  Rapide,  Cotile,  Bed 
nd  Sabiiie  Rivers. 

The  Parishes  traversed  by  it,  embrace  portions  of 
the  deltas  of  the  Mississippi  and  Red  Rivers,  and 
the  magnificent  prairies  of  the  Attakapas  and 
Opelousas  forming  the  finest  planting  and  grazing 
region  of  the  South.  Besides  other  and  abundant 
resources,  both  for  travel  and  transportation,  they 
produced  last  year  126,309  buds  of  sugar,  and 
about  7.580,000  gallons  of  molasses,  being  more 
than  half  of  the  entire  crop  of  tiie  Sute,  ex[)ort  an- 
nually about  40,000  head  of  livo-stock,  about  300,00 
bales  of  cotton  na^hthis  terminus  Oy  the  present 
channels  of  commerce  tapped  by  this  line  of 
road,  or  grown  in  the  country  penetrated  by  ti. 

The  subscriptions  to  the  capital  Stock  of  the 
o  mpany  now  amount  to  the  sum  of  $4,243,600, 
as  follows,  viz ; 

Individual  subscription $1,063,000 

Municipal  corporations,  paj'able  part  in. 
five  and  part  in  six  annual  payments,  viz  ; 

ity  of  New  Orleans $1,5*00,000 

Parish  of  Orleans .     75,000 

Do      St.  Mary 160,600 

Do      SuMartin 103,776 

Do      Lafayette .     33,400 

Do      St.  Landry 115,625 

Do      Natchitoches 250,000 

Do      DeSoto 100,000 


-$2,334,400 
f  33,297,400 

At  the  last  session  of  the  Legislature  the  State 
of  Louisiana  subscribed  one-fifth  of  the  capital 
stock  of  the  company,  viz:  $1,200,000,  payable, 
however,  only  in  the  same  proportion  as  other 
subscribers,  consequently  the  actual  State  sub- 
scription at  this  time  is  $846,200,  making  our  pre- 
sent available  subscription  amount  to  the  sum  of 
$4,243,600. 


The  bonds  now  ofered  for  sale  are  secured  b* 
.s|)ecLal  pledge,  according,  to  law,  of  the  suhscrip 
tion  to  the  capital  stock  made  by  the  city  of  New 
Orleans,  viz.  $1,250,000,  due  1st  June  1854  to 
1858,  inclusive,  $2o0,(X)0  per  aniuim  ;  and  the  in- 
terest on  .said  Bonds  is  secured  by  pledge  of  un- 
matured instnlhiKTits  of  the  Parishes  of  Orleans, 
St.  Mary,  St.  Martin  and  Lafayette  amounting  to 
$300,210. 

The  Board  of  Directors  ia  offering  this  loan  to 
the  public,  do  so  with  full  confidence  that  the  se- 
curity oflTered  is  of  the  most  undoubted  character 
No  mortgage  of  any  kind  now  exLsts  upon  the 
property  of  the  company,  and  the  Board  do  not 
contemplate  to  issue  any  Bonds  secured  by  mort- 
gage upon  the  Road  until  the  line  to  Washington 
is  complete  and  in  working  order,  a  distance  ol 
173  miles,  and  then  the  amount  of  funds  to  be 
raised  by  mortgage  will  be  but  a  very  moderate 
amount  compared  with  the  actual  cost  and  value 
of  the  Road,  and  will  be  employed  in  its  further 
extension. 

The  subscription  of  the  City  of  New  Orleans  is 
payable  annually,  by  a  tax  levied  on  the  whole 
landed  estate  of  the  city,  authorized  not  only  by 
an  act  of  the  Legislature,  but  approved  by  the 
tax-payers,  and  declared  legal  and  constitutional 
by  the  .supreme  Court  of  the  State.  The  security 
therefore,  for  the  payment  of  said  subscription, 
is  the  entire  landed  estate  of  the  City  of  New 
Orleans,  amoimting  to  One  Hundred  Millions  of 
Dollars.  Payers  of  this  tax  receive  an  equal 
amount  in  the  stock  of  the  company. 

For  all  further  information  in  regard  to  this 
loan,  apply  to  Messrs  Hewitt,  Lees  &.  Co.,  New 
York,  or  at  the  office  of  the  company,  New  Or- 
leans. ...  .    •     . 

Bv  order  of  the  Board.     !  ■       ■  ' 

J.  H.  OVERTON.  Prcs't. 

New  Orleans,  June  1863. 

Notice  to  Contractors. 

JEFFERSONVILLE  RAILROAD. 
E  ALED  Proposals  will  be  received  at  the  office 
of  the  Company  at  Jeflersonville,  Indiana,  un- 
til 10  o'clock,  A.  M.,  on  Wednesdai',  the  7th  day 
September,  1853,  for  the  clearing,  grading  and 
bridging  the  road  between  Edinburg  and  Indiana- 
polis. 

Proposals  may  be  made  for  sections,  divisions, 
or  the  entire  line,  about  30  miles,  payable  in  the 
7  per  cent  mortgage  bonds  of  the  Company  or  part 
ootids  and  part  cash,  and  also  for  payments  entire-  ' 
ly  in  cash. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgement  will  best  secure 
the  prompt  construction  of  the  road,  and  to  reject 
all,  if  none  are  satisfactory. 

The  route  traverses  a  fertile  country,  furnishing 
abundant  supplies  of  all  kinds,  and  the  line  is  easy 
of  access  at  all  points. 

Bidders  will  please  give  their  post  office  ad 
dress. 

WILLIAM  O.  ARMSTRONG,  President. 

JefTersonville,  July  9,  1863. 

Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer^  Office  of  the  Pittsburg,  Maysville 
and  Cincinnati  Railroad,  in  M'Connellsville,  until 
the  20th  of  August,  for  the  Graduation  and  Mason- 
ry of  the  line  of  road  (about  36  sections)  between 
the  Muskingum  River  and  the  Central  Ohio  Rail- 
road. 

Bids  enclosing  proper  testimonials  will  .be  re- 
ceived for  the  whole  or  any  number  of  the  above 
sections. 

Plans  and  specifications  will  be  ready  for  exam- 
ination after  the  20th  of  July. 

The  division  between  the  Muskingum  and  Hock- 
ing Bivers  will  be  ottfered  for  contract  as  soon  as 
the  location  is  completed. 

.  BOBEBT  M'LEOD, 

Chief  Engineer. 
M'CoNNELsviLLE,  Junc  4th,  1863. 
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The  liCir*!  Relations  of  onr  Railroads. 

One  of  the  principal  excellencies  that  character- 
ize the  institutions  of  this  country,  is  the  simpli- 
city of  their  operations.  We  take  the  shortest  cut 
to  a  desired  end.  This  tendency  towards  sim- 
plicity also  shows  itself  in  whatever  we  undertake 
and  particularly  in  our  railroad  enterprises.  Al- 
ready in  many  of  the  states  is  the  right  to  build 
railroads,  as  open  to  every  citizen,  as  is  that  to 
build  ships,  or  to  erect  manufacturing  establish- 
ments. Such  a  right  will  soon  become  the  law  of 
every  state.  To  commence  the  construction  of  a 
railroad  the  observance  of  certain  formalities  are 
required  for  the  purpose  of  organizing  companies, 
and  to  vest  them  with  the  powers  necessary  to  ex- 
ecute their  works,  but  the  choice  of  route  and 
plan,  kind  of  road  to  be  built,  and  the  system  of 
management  to  be  pursued,  is  left  entirely  to  the 
guidance  of  individual  sagacity.  We  therefore 
squander  nothing  in  "Parliamentary  expenses."  A 


solicitor  is  no  more  necessarj*  as  counsellor  for  a, between   them   ind   the  conipatiy.     A    iiuntga'^i- 
railroad  company,  than   for  a  ship  builder.     The  bond  is  a  lien  u.on  the  projwrty  Of  the  comp.-iny. 


objects  that  each  have  in  view,  are  sufficiently  ob- 
vious, and  as  government  allows  the  parties  to 
take  the  shortest  ro;id  to  them,  the  ordinary  in- 
stinct of  a  shrewd  business  man  is  found  in  the  ^ud 
to  be  the  safest /«?.ffrti  guide.         ;  1 

Entire  freedom  is  allowed  in  the  construction 
and  management  of  our  roads.  T^  only  power 
that  government  retains  over  them  is  to  prevent 
their  interfering  with  the  rights  of  other  parties. 
They  are  amenable  to  government  in  the  capacity 
of  a  general  conservator  of  society.  This  object  se- 


cured the  interference  of  the  former  ceases.  Our  railn  to  the  property  Of  the  road 


roads,  too,  are  taxed  upon  common  sense  principles 
that  govern  other  transactions.  Neither  are  the 
roads  themselves,  nor  their  franchises,  taxed,  for 
reasons  that  will  be  readily  understood.  The  va- 
lue  of  a  ^o^r/ioTi  of  a  road  cannot  be  estimated  a- 
part  from  the  value  of  another  portion,  or  the 
whole.  A  road  under  the  management  otonc  com- 
pany often  traverses  several  states,  and  also  dif- 
ferent towns  and  coupes,  and  it  would  be  impos- 
sible upon  any  principles  of  equity,  for  each  state, 
or  county  or  town,  to  tax  such  part  of  the  road  a.s 


The  mortgage  m|iy  embrace  one,  ^r  more  items  of 
property,  or  all.  |  When  a  first  mortgage  is  made, 
covering  the  real  estate,  road  bed,  franchise  and 
pei-sonal  property  of  the  con»iiatiy,  any  additions 
to  the  property,  inch  as  superstruHnre  and  e<|uip- 
ment,is  heldbykhe  same;  and  .should  a  siilise- 
quent  mortg.'ige  be  created ,  Uie /r>.</  Uikes  prece- 
dence in  all  the  Above  particulai-s.  We  state  tln'se 
facts,  as  there  h^is  been  some  nnobrtainty  fell  as 
to  the  rights  of  parties  hoMing  uoder  two  mort- 
gages, and  when  subsequent   additions  are  made 


In  case  of  the  tion  payment  of  the  mortgage,  or 
of  the  interest  ia  the  same,  our  cHurts  of  equity 
would  place  the  jfri/s/^e  in  possession  of  the  road, 
and  compel  him  to  sell  or  manage  it  for  the  bene- 
fit of  the  7/M»r/<'flale'e5.  The  remedy  for  default  in 
such  cases  is  both  simple  and  ex;peditious.  We 
now  recollect  of  but  one  instance  where  trustees 
under  the  mortgage  have  taken  possession  of  a 
road,  and  that  Was  the  Vermont  Central.  We 
know  of  only  one  other  instance  among  all  our  nu- 
merous roads,  whorc  default  of  pamient  has  been 


tained. 


might  lie  within  its  limits.  There  could  be  no  fixed,  made,  and  that  was  the  Hudson  and  Berkshire, 
standardof  valuation,  to  which  to  refer  the  various  In  this  case  the  qreditor  was  the  state  of  New 
parts  into  which  a  road  might  be  cut  up.  The,  York,  which  also  asserted  its  right  agreeably  with 
rule  adopted,  is  that  the  improved  property,  or  the  stipulation  of  the  original  contract, 
property  that  would  be  valuable  without  the  road,  j  A  bond  without  mortgage  is  simply  a  promise  to 
which  a  company  may  own,  is  ta.Ked  whe.-e  it  lies,  pay,  like  a  note  o^  hand.  It  carries  no  lien  upon 
As  the  value  of  the  road  itself  is  represented  by  the  property  of  thfe  company.  In  case  of  non-pay- 
sharcs,  these  are  taxed  to  the  person  owning  them,  ment,  a  juJgmeiik  will  give  the  tame  rights  to 
wherever  he  may  live,  provided  of  course  their  creditors,  as  far  a^  the  property  of  the  company  is 
ownership  be  ascertained,  or  the  party  resides  in  'concerned,  as  wot^d  a  vuntgagc,  but  these  rights 
the  United  States.  If  a  party  residing  in  New  ]  do  not  vest  until  ifter  ajudgmeiU  has  been  ob- 
York  owns  shares  in  a  Georgia  railroad,  he  is  taxed  "  '  " 
for  the  shares  by  this  city.  Upon  these  shares 
there  are  no  local  taxations.  In  all  cases  the  tax- 
es are  for  a  certain  gross  sum.  Our  roads  in  no 
cases  are  subject  to  parish  or  county  taxes,  nor  to 
poor  rates,  as  is  the  case  with  English  roads.  The 
shares  and  bonds  of  our  roads  held  out  of, 
are  not  taxed  in  this  country.  We  presume 
the  owners  of  such  in  England  would  be  tax- 
ed for  them  as  for  so  much  personal  property. 
The  rights  of  stockholders  are  too  well  known 
to  require  notice.  Those  of  the  bond  holders  de- 
pend, ot  course,  upon  the  nature  of  the  contract 


Ne^Mr  Railroads  In  MlelilcsM. 


Four  north  and  south  railroads  are  in  agitation. 
— First  one  from  l^ayton,  via  Adrian  and  Jackson 
to  Lansing,  and  ddwn  the  Grand  river :  2d.  The 
Cincinnati  and  Mackinaw  road,  via  Dayton,  Hills- 
dale, etc.;  3d.  Tbe  Fort  Wayne  lind  Northern 
road,  via  Coldwaltr,  Union  City,  Battle  Creek, 
Hastings  and  Grai^d  Rapids ,  and  ith,  tbe  Indi- 
anapolis and  Gran4  Rapids  road,  via  Three  Rivers 
Kalamazoo,  etc.  fcVp  are  happy  to  learn  that  all 
the  roads  are  to  be  constructed  4uul  put  in  the  best 
running  order  imoiediately. 
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MauHf«ctnr«  of  ItecoinoUvba« 

The  following  article,  written  by  thd  i  .ssistant 
Editor,  some  months  since,  is  republi.s^ec ,  for  the 
useful  suggestions  it  is  believed  to  afford  to  those 
interested  in  or  contemplating  the  pro^e<  ution  of 
this  'business. 

The  best  location  for  a  shop  is  4etjermined 
generally  by  the  faciliiy  for  obtaining  he  raw 
material,  and  delivering  the  finished  mac?  inc.  An 
establishment  located  upon  the  line  of  sc  me  im- 
portant railroad,  and  accessible  to  the  ithi  if  points 
of  delivery  through  intersecting  roads  of  nj  vigable 
streams,  would  possess  some  advaiiiag?s  over 
another  concern  established  with  regard  only  to 
the  expense  of  ground,  the  supply  oft  h  bor,  or 
established,  as  many  such  concerns  ai^,  vithout 
any  special  ri'gard  for  outside  facilities  of  any 
kind.  In  some  locations  water  power  Cai  -be  ob- 
tained in  connection  with  railroad  facillt  ies,  but 
the  expense  of  steam  power,  would  be  j  Ic  s  than 
the  expense  of  transport,  in  the  case  jofa  shop 
located  far  from  a  railroad,  for  the  sole  Wi  pose  of 
obtaining  water  power.  The  machi  nery  oi  a  shop, 
capable  of  turning  out  three  locomdtiAcs  per 
month,  may  be  driven  with  from  2600  t6  J  000  lbs 
of  coal  per  day.  The  ex|>ensc  of  coal  ar  d  i  he  pay 
of  an  engineer,  amounting  possibly  to  iilfCK)  per 
year,  and  the  expense  of  carting  loconi^li 
ing  perhaps   $100  each,  for  a  distaitce  of 


es  be- 
half a 
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mile,  or  a  mile,  would  strike  the  balamse 
any  consideration  involving  the  removal  of 
from  the  line  of  a  railroad. 

In  the  plab  of  a  locomotive  engine  sh  >p,  the 
different  departments  of  the  business  shbu  d  be  so 
connected  as  to  allow  of  a  ready  delivery  of  the 
work  from  one  part  to  the  other,  so  liha '.  little 
labor  will  be  required  to  get  the  various  |  arts  of 
the  work  together.  A  rectangular  builjdii  g,  one 
Btory  in  height,  devoted  for  one  half  of  Its  length 
to  finishing  the  bright  work,  and  the  icy  inders 
and  frames,  and  for  the  other  half  to  3ett  ing  up 
the  locomotives,  on  two  tracks  running'  t'  iroogh 
the  shop  on  that  side  of  the  building,  wdll  suffice 
for  the  principal  shop.  One  end  of  th€t  bi  lilding 
may  stand  next  to  an  open  court,  around  which 
are  the  boiler  and  smiths'  shops,  the  carp  mters' 
shop  and  a  separate  shop  for  the  heavy  wheel 
lathes.  The  boiler  shop  being  directly  >ehind 
the  finishing  shop,  tho  two  "  setting  up"  tracks 
may  be  extended  across  the  yard  to  thq  d  wr  of 
that  building,  and  the  boilers  can  be  dellve  -ed  on 
trucks.  The  carpenters'  shop  and  wheel  sh  )p  are 
on  a  line,  and  form  a  range  connecting  the  boiler 
and  finishing  shop,  on  the  side  of  the  yar^  i  earest 
the  setting  up  track.  A  track  is  laid  thrt>uj;h  the 
centre  of  these  buildings,  and  large  doors  open 
from  each  end.  The  tender  tanks  majf  1  e  de- 
livered from  one  end  of  the  boiler  sl^oi,  and 
placed  in  the  wood  shop,  where  they  are  mc  unted 
upon  their  frames,  the  wheels  being  fitted  in  the 
next  room,  and  delivered  on  the  track.  The 
wheel  shop  has  a  door  opening  into  the  {)ri  icipal 
shop,  and  through  this  the  driving  wheel  i  and 
trucks  are  delivered  upon  the  setting  up  tra  jks. 

The  heavy  parts  of  locomotives,  frames^  c  anks, 
axles,  braces,  piston  and  connecting  rods;  ar>  gen- 
erally supplied  at  some  forge  or  iron  works.  The 
smiths'  shop  therefore  will  seldom  require  more 
than  a  complement  of  single  forges,  and  trip  ham- 
mer, with  the  usual  assortment  of  tools  ac  d  for- 
mers required  for  hand  forging. 


The  foundry  may  be  in  the  rear  of  the  other 
buildings,  and  accessible  from  a  track  laid  upon 
the  outside  grround  along  the  side  of  the  whole 
establishment.  This  track  atlbrds  a  delivery 
for  all  the  coal  used  for  the  engine  and  smiths' 
shop,  and  the  iron  used  in  the  smith  and  boiler 
shops  and  foundry. 

Over  the  tracks  on  which  the  engines  are  set 
up,  are  laid  beams  supporting  a  travelling  hoist- 
ing apparatus,  by  which  an  engine  can  be  raised 
in  any  part  of  the  shop,  for  the  puri)ose  of  putting 
under  the  wheels.  Smoke  jacks  are  inserted  in 
the  roof  to  allow  of  Qriiig  up  the  boiler  within  the 
building.  The  space  between  the  rails  of  each 
track  is  excavated,  and  bricked  on  each  side, 
forming  a  pit  along  the  whole  length,  two  feet  or 
thirty  inches  in  depth.  This  gives  access  beneath 
the  engine. 

The  facilities  for  doing  work  economically  and 
successfully,  are  much  extended  by  adopting  a 
regular  systemln  each  department  of  the  business. 
All  the  work  executed  in  the  shop,  should  originate 
in  the  drawing  office,  and  accurate  plans  should 
be  made  there  to  form  a  guide  for  the  finish  of 
every  part.  The  working  drawings  should  be 
made  mostly  to  a  uniform  scale,  which  need  not 
exceed  one-fourth  the  full  size  of  any  part,  and 
the  sizes  should  be  also  laid  down  in  figures. 
This  i)lan  once  adopted,  and  pattern  makers  once 
taught  to  follow  it,  is  a  very  sure  guarantee  against 
errors. 

The  rules  and  measures  employed  in  a  shopj 
should  be  taken  from  a  steel  standard,  and  the 
squares  and  levels  should  be  tested  to  insure  ac- 
curacy. 

It  is'  a  system  in  some  establishments  to  have 
each  portion  of  the  work  contracted  for  by  a  mas- 
ter mechanic.  He  hires  his  operatives,  and  de- 
votes himself  entirely  to  that  part  of  the  business 
which  his  contract  has  alloted  him.  Under  a 
system  of  efficient  supervision,  this  plan  tends  to 
regularity  of  production,  and  uniformity  of  work- 
manship. It  is  the  idea  of  the  division  of  labor, 
carried  to  the  full  extent. 

In  continuation  of  the  above  and  for  the  refer- 
ence of  a  large  class  of  western  people  seeking 
information  upon  this  subject  we  will  say  that  we 
believe  a  locomotive  factory  cannot  be  better  or- 
ganized there  than  by  the  influence  and  subscrip- 
tion of  railroad  directors  and  iron  manufacturers. 
The  former  will  secure  favorable  contracts  for  the 
establishment,  the  latter  will  supply  the  best  ma- 
terials for  construction,  and  will  contribute  also, 
by  their  productions,  to  their  share  of  what  must 
ultimately  be  the  form  of  a  large  part  of  the  work- 
ing capital.  The  management,  upon  the  charac- 
ter of  which,  will,  after  all,  depend  the  reputation 
of  the  works,  must  be  confided  to  a  practical  en- 
gineer, well  acquainted  with  all  varieties  of  engines 
and  who  is  sound  upon  all  questions  of  improve 
ments  and  manufacture.  It  has  been  the  want  of 
good  management  that  has  impaired  the  success 
of  favorably  located  shops  in  Ohio.  The  same 
talent  that  organized  the  ill-fitted  motive  power  of 
two  or  three  railroads  in  the  East  has  been  trans- 
ferred, with  inflated  expectations,  to  the  West,  and 
ne  w  works  have  yet  to  learn  that  to  those  only 
who  have  made  the  subject  of  locomotives  a 
study,  can  they  confide  the  charge  of  their  busi- 
sess. 

Nor  do  we  know  of  any  successful  locomotive 


shops  which  have  been  the  common  property  of 
any  large  number  of  proprietors.  Of  all  the  large 
incorporated  works  in  the  East  the  number  of  cor- 
porators is  but  few,  with  the  exception  of  the 
Amoskcag  shop  which  is  owned  by  a  large  com- 
pany engaged  in  cotton  manufacturing.  But  here 
however  the  locomotive  shop  is  a  distinct  depart- 
me'nt  of  the  works,  and  is  under  the  sole  charge 
of  one  man,  0.  W.  Bayley,  Esq.,  and  this  shop, 
for  the  character  of  its  productions,  ranks  among 
the  very  first  in  New  England. 

The  principal  elements  of  success  of  a  locomo- 
tive shop  are,  a  command  of  good  orders,  a  loca- 
tion favorable  for  access  to  the  raw  material  and 
delivery  of  work,  and  an  abundant  supply  of  good 
labor.  Capital,  influence,  location  and  materials 
can  all  be  readily  furnished  in  Pittsburgh,  Cincin- 
nati, St.  Louis  or  Detroit,  but  the  remaining  ele- 
ment,— that  of  labor, — we  should  say  would,  at 
the  commencement,  be  preferable  if  organized  un- 
der the  charge  of  those  acqiuiinUd  with  the  busi- 
ness, in  other  words,  the  most  reliable  hands  should, 
in  starting,  be  obtained  from  the  East,  while  a  lit- 
tle familiarity  with  locomotive  work  would  soon 
make  the  new  establishment  independent  of  out- 
side assistance. 

While  we  press  the  value  of  the  service  of  East- 
em  skill,  we  would  suggest  that  Western  capital- 
ists inviting  such  aid  should  provide  a  proper  ac- 
commodation for  its  emigration.  Goo<l  dwellings, 
convenient  markets,  and  good  schools  are  impor- 
tant considerations  to  New  England  working  men. 

N«w  Terk  and  Krie  Rallroadi 

London,  29th  July,  1853. 

Mr.  Editor, 
Sir  : — You  know  too  well  to  need  informing  by 

us,  that  the  parties  interested  in  the  stock  and 
bonds  of  the  Erie  Koad  havegrounds  of  complaint 
of  the  want  of  official  reports  and  other  proper  in- 
formation of  the  circumstances  and  progress  of 
the  company.  We  are  fully  apprised,  on  this 
side  of  the  water,  of  the  recent  omission  of  divi- 
dend on  1st  July,  of  the  rumours  current  in  New 
York  on  that  occasion,  of  the  speculation  that  the 
news  would  fright  the  bondholders  in  England, 
and  on  the  continent  of  Europe. 

It  is  a  matter  of  some  surprise  to  us  that  the 
Stockholders  seem  so  inert  and  passive  during  all 
the  agitation  and  discussion  of  the  merits  and  de- 
merits of  the  Erie  road  and  its  management,  for 
it  appears  that  nearly  the  whole  interest  of  the 
much  vexed  question  of  the  management  concen- 
trates upon  the  Shareholders  as  a  class.  As  Bond- 
holders we  feel  secure  of  an  interest  from  a  road 
of  such  large  resources,  even  supposing  the  con- 
duct of  the  line  to  be  far  from  excellent — but  to 
the  Stockholders  it  is  of  vital  importance  how  the 
road  is  managed — whether  upon  prudent  or  im- 
prudent, upon  good  or  bad  system,  as  upon  this 
entirely  depends  whether  the  Stockholders  are  to 
have  small  dividends  or  large  ones,  whether 
their  stock  is  to  be  worth  100  or  50.  Upon  the 
economical  working  of  the  traffic,  accompanied 
by  a  vigorous  and  masterly  arrangement  of  the 
finances,  or  Capital  Account,  depends  the  proba- 
bility of  reducing  hereafler  the  amount  of  the 
company's  annual  liability  for  interest,  and  the  m- 
crease  of  the  dividend  fund.  All  this  tells  with 
accumulating  effect  upon  the  Shareholders.  They 
collect  all  the  good  effects  and  all  the  bad  effects 
of  the  mode  of  maQag;ement  into  a  focus*  How  it 
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it  then  that  they  do  not  stir  themselves  to  some 
vigilant  activity  in  the  company's  affairs  1  The 
stock  is  nearly  all  in  American  hands.  It  is  an  odd 
thing  for  plodding  money  making(andoftenlosing,) 
John  Bull  to  have  to  ask  his  slirewd  cousins  in 
New  York  whether  thuy  have  gone  to  sleep  on  a 
property  of  S  10,000,000,  which  is  valuable  or 
otherwise  just  in  proportion  as  the  owners  are 
niore  or  less  wide  awake. 

There  can  be  no  question  that  in  a  little  while 
the  road  may  be  made  highly  remunerative  to  the 
Stockholders-  but  it  is  equally  beyond  doubt 
that  the  best  resources  require  good  management 
to  develope  them.  We  should  much  like  to  hear 
from  New  York  that  the  general  body  of  Share 
holders  are  outting  their  shoulders  to  the  wheel 
with  a  vigorous  determination  that  the  road  shall 
have  the  highest  character  and  earn  the  best  pro 
fits  that  can  be  attained.  The  needful  effort 
may  require  a  little  temporary  self-denial  on  their 
part,  but  it  would  be  iii  the  end  well  rewarded. 
There  should  be  an  end  fixed  to  expenditure ; 
a  limit  to  the  loans  ;  close  economy  in  working  ; 
dividends  honest  beyond  impeaclimcnt,  and  a 
sinking  fund  to  reduce  somcivhat  the  dispropor- 
tion between  loans  and  stock. 

Yours  Respectfully. 

Heseltine  &  PowEi.r,. 

It  will  be  borne  in  mind  that  at  the  hist  annual 
.  meeting  of  the  stockholders  of  this  company,  its 
affairs  were  believed  by  them  to  be  in  a  prosperous 
condition.  Since  that  time  there  has  been  no  op- 
portunity for  a  direct  expression  of  their  opinion. 
This  cannot  now  take  place  till  their  next  annual 
meeting,  which  occurs,  we  believe,  some  two  months 
hence.  Till  then,  all  they  can  do  is  to  vent  their 
complaints  individually,  which  is  done  in  no  very 
soft  nor  gentle  terms. 

As  much  as  we  have  disliked  and  censured, 
jn  the  Journal,  the  management  of  the  directs 
ors,  we  see  no  reason  to  doubt  that  the  revenues 
of  the  company  will  be  ample  to  meet  the  interest 
on  its  indebtedness.  Of  the  future  value  of  the 
stock-  we  are  by  no  means  so  clear.  But  the  val- 
ue of  the  stock  is  of  but  little  importance,  compa- 
red with  that  of  the  bonds.  The  former  is  almost 
entirely  held  in  this  country.  It  has  never  been  a 
stock  that  any  well-informed  house  in  this  city,  en 
gaged  in  railroad  negotiations,  would  have  ventu- 
red to  have  recommended  to  its  customers,  nor 
any  well-informed  foreigner  thought  of  purchasing. 
More  than  two  years  since,  we  repeatedly  caution- 
ed foreigners  against  it,  and  predicted  the  explo- 
sion that  has  since  taken  place.  We  saw  that  our 
own  people  were  running  mad  upon  Erie,  and  we 
determined  that  foreigners,  who  could  not  under- 
stand the  causes  of  this  infatuation,  should  not 
suffer  by  it,  and  thus  get  a  prejudice,  which  might 
be  without  any  good  foundation,  against  other 
works.  Though  we  consider  the  bonds  of  the 
company  entirely  safe,  they  were  without  those 
guarantees  which  a  foreigner  should  always  re- 
quire, which  will  render  him  perfectly  safe,  and  »t 
the  same  time  do  us  a  vast  deal  of  good,  by  ren- 
dering it  impossible  for  our  people  to  build  roads 
entirely  upon  credit ; — a  stock  subscription  equal, 
or  nearly  so,  to  the  amount  of  the  credit  asked. — 
The  value  of  this  rule  has  been  too  often  insisted 
upon  to  need  repeating  here,  and  if  not  adhering 
to  it,  foreigners  occasionally  make  a  bad  bargain, 
they  have  only  to  blame  their  own  improvidence. 
As  before  remarked,  the  people  of  Kew  York 


have  been  laboring  under  an  infatuation  in  refer- 
ence to  the  Erie  railroad.     In  1845,  in  imitation^ 
of  the  efforts  of  other  cities,  particularly  Boston 
and  Baltimore,  the  construction  of  this  work  was 
resumed.     It  w^as  taken  hold  by  our  active  business 
men,  under  a  conviction  that  it  was  necessary  to 
the  maintenance  of  the  western  traile.    Under  this 
idea,  it  became  the   pet  project  of  the  city,  and 
from  this  fact,  no  dilliculty  was  found  in  procuring 
sufficient  funds  to  carry  the  project  forward  with 
an  energy  which  contrasted  most  favorably  with 
the  dilatory  manner  in  which  it  had  proceeded  un- 
der former  administraiions.     This  apparent  suc- 
cess could  not  fail  to  beget  some  self-satisfaction, 
that  a  body  of  inexperienced  men  could  take  up, 
after  repeated  failures,  a  work  of  such  magnitude, 
and  carry  it  on  to  a  successful  completion.     They 
secured  at  the  same  time  the  gratitude  and  confi- 
dence of  the  community.      The  apparent  success 
which  was  achieved  completely   blinded  the  eyes 
of  the  public  as  to  the  manner  in  which  it  was  ef- 
fected.    They  forgot  that  upon  a  line  possessing 
ail  the  advantages  of  the  Erie  even,  only  a  moder- 
ate profit  on  the  stock  of  the  company  could  be 
expected,  and  that  not  a  cent  could  be  lost  in  con- 
struction without  being  felt  in  dividends.     Unfor- 
tunately the  parties  who  stood  at  the  head  of  the 
management  lacked  the  training  necessary  to  fit 
them  for  their  places,  and  that  sound  judgment 
which  often  supplies  the  want  of  it.     The  result 
was,  that  vast  sums  were  lost  by  bad  management, 
both  in  the  construction  and  operation  of  the  road, 
a  sum  no  doubt  fully  equal  to  the  present  amount 
of  the  capital  stock.      For  a  time,   there  was  but 
irttle  use  iu  pointing  out  the  mistakes  that  were 
being  committed.    In  fact,  a  person  could  not  do 
so,  without  beine  accused  either  of  some  improper 
motive,  or  wanting  in  public  spirit  or  loyalty  to 
the  best  interests  of  the  city.     A  paper  that  did 
not  puff  £/■?«,  was  outlawed  in  public  opinion. — 
The  entire  city  press,  with  perhaps  an  exception, 
daily  celebrated  the  merits  of  this  work  and  its 
management.  Thus  shielded  from  public  scrutiny, 
and  certain  of  popular  support,  the  directors  of 
this  road  have  pursued  a  course  which  would  have 
involved  any  work  in  ruin,  and  which  has  brought 
this  company  to  the  very  brink  of  it.     The  public 
at  last  listened  to  a  timely  alarm  that  was  given, 
broke  from  the  spell  under  which  they  had  been 
so  long  held,  and  began  to  ask  whether  the  man- 
agement of  the  company  was  what  they  supposed 
it  to  be.     The  result  of  these  enquiries  we  are  all 
familiar  with.     They  have   shown  that  the  divi- 
dends had  not  been  earned,  that  the  management 
of  the  company  had  been  in  the  highest  degree 
improvident  in  almost  all  important  particulars. — 
Their  good  effect  is  also  equally  conspicuous.     Al- 
ready has  a  new  system  of  management  been  adop- 
ted ;  new  and  more  competent  persons  called  into 
the  Direction,  and  the  parties   most  responsible 
for  the  past  mai^agement  of  the  company,  have  re- 
tired.     The  great  point  to  be  obtained,  was  to 


rights  of  bondholder^  will  be  mainUiined  inviolable, 
that  no  more  dividends  will  be  paid,  unless 
a/r/W,  and  that  the!  most  vigorous  effort  will  be 
made  to  make  the  n|ost  out  of  this  great  work. — 
IB  real  worth  <of  tljje  stock,  it  is 


Whatever  m.ay  be  tl 

certainly  ninth  nior^  v.iluablenow  than  it  was  six 
ue  then  was  iu  danger  of  be- 


Notr,  fthatfver 


months  ago.     Its  va 
ing  entirely  wjisted 
be  saved. 

The  mistakes  of  t|is  company  will 
out  their  use  in  the 
Above  all  they  wil 


iioss  of  this  road  ju 
gance.     The  fallacy 


is  also  j>roved  by  rv 
tlie  largest  income 
difficulty  in  making 


it  is,  it  will 


n<H  bo  witli- 
maiiagement  of  (utlier  works, 
show  that,  no  matter  how 
strong  m;iy  be  the  r^ule  of  .a  proiK)seil  road,  not  a 
cent  can  be  lost  witliout  being  felt  in  jdivldends. — 
Tfce  Erie  {Xiople  beli  evetl  they  held  t^e  key  to  Ww 
trade  of  the  West,  aid  that  the  |>ros|K'ctive  biisi- 


Mified  any  degree  of  cxtrava- 
ol  such  an  assudiptiun  is  not 
only  siiown  by  the  n  suits  in  the  presont  case,  but 
erence  to  otlier  r»ad«  having 
.  Many  of  these  havr  great 
even  modenitcdiiidiixls. -The 
profits  of  a  road  di  not  so  much  <^e|*end  ui>on 
the  amount  of  its  rei'cnues,  as  upon  tkic  m.-umerin 
which  it  has  been  btiilt  and  matuigejl.  This  fact 
our  people  are  fast  >eginning  to  find  but. 


JonmAl  ofKallromd  I»«|iir. 

MJMITINfi    THE    LIABILITY    UK      RAItROAf)    mMPANIKS 
AS    TO    CAR  il ACE    OK    LIVE    BifoCK. 

The  English  Com  t  of  Excheoier,  Past  year  de- 
cided in  the  case  of  Carr  if.  Ihf  Ltiticusiiirti  ami 
Yorkshire  Railtctni  So.,  that  a  party  'delivering  to 
carriers  a  horse  to  te  carried  from  A.  to  B.  the 
ticket  or  way  b  11  containinig  the  following 
notice : — 

"X.  B."  This  tickt  t  is  issued  subject  tothe  owners 
undertaking  all  ri.sk  s  whatsoever,  as  the  company 
will  not  be  responsi  jle  for  any  injury  or  damage 
(howsoever  taused)  occurring  ^  live  stock  of 
any  description  travelling  on  or  in  their  "vehicles" 
could  not  recover  damages  from  th€  carriers,  al- 
though the  horse  was  killed  by  means  of  a  collis- 
sion  occasioned  by  the  gross  negligence  of  defend- 
ants. The  followinjg  authorities  were  cited  by  the 
Counsel  for  defendant  on  the  argument  of  the  case 
before  the  full  bencli.  Wyld  vs.  Pickfonl  (8  M. 
and  W.  443).  (SUbirt  vs.  Cramley  (2  Stark  323.) 
Purnival  vs.  Coomis  (5  Man.  and  G.  736.)  ShaAv 
VB.  the  York  and  North  Midland  Railroad  Co.  18 
2,  B.  347  Chippendile.  vs.  the  Lancashire  K.ailway 
Co.  (15  Jur.  1106]  Austin  vs.  the  Manchester 
Railway  Co.,  16  Jiir.  763. 

In  deciding  this  pase,  Parke  Bakon  observed 
that  it  was  very  clekr  that  since  the  Carrier  s  Act, 
11  Oeo.  4th.  and  1  William  4th,  it  wtas  competent 
for  a  carrier  to  enter  into  special  agreement  with 
the  person  who  sen,  goods  to  be  carried,— an«l  it 
was  also  clear  that  the  conveyance  on  the  case 
before  him,  was  unjler  such  a  special  contract  be- 
tween the  plaintiff  and  Uie  defendtmts,  and  the 
only  question  is  is  to  their  meaning.  It  wjis 
qar 


reasonable  that  cjarriers  should  protect  them- 
convince  the  stockholders  that  the  road  had  been  !  selves  by  that  special  contract  against  all  liabili- 
mismanaged.  This  being  gained,  the  remedy  will  j  ties  in  such  cases,  jw  the  present,  formerly  cat- 
now  follow  as  a  matter  of  course.  If  the  present  rfers  carried  live  cittle  very  8eldom,i5heep  seldom, 
parties  who  have  the  working  of  the  road  in  charge   horses  never.     Sinte  the  introduction  of  railroatls 


are  incompetent,  they  must  give  place  to  others 
that  are.  The  stockholders  are  now  in  such  frame 
of  mind,  that  they  will  not  stop  short  of  the  most 
thorough  and  searching  reform.  Of  this  we  think 
all  may  rest  assured.    We  tiuuk,  too,  that  the 


the  case  was  different,  and  animals  Were  frequent- 
ly carried.  The  carrying  of  them  wias  a  danger- 
ous thing,  not  mcrily  from  the  ordinary  accidenUs 
of  Railway  conveyance,  but  also-frOm  this,  that 
they  were  cooveye  .  io  a  carriage   which  wa»  iv 


^32 
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■elf  a  source  of  mucb  danger.  T  le  animals 
might  from  fright  destroy  their  own  li  'cs.  With 
respect  to  the  contract  in  the  present  case,  the 
owner  took  upon  himself  all  the  risks  of  transit, 
the  company  agreeing  to  furnish  cutrii  ges  for  the 
purpose,  and  to  cause  them  to  Ibe  imi)e1!ed 
along  the  line, — but  every  risk  was  jon  the  owner 
himself  And  considering  the  many  t\a\  :s  to  which 
the  horse  was  liable  the  contract  ■wis  not  un- 
reasonable. 

A  similar  opinion  had  been  pronot^nc 
Court  of  Common  Pleas  in  the  case 


¥ 


i(\  in  the 
Austin  vs- 
the  Manchesler  Railway  Companij  iii  irhich  the 
words  of  the  contract  did  not  appear  jto  be  diHer- 
ent  in  effect  from  those  in  the  present!  c.i  se.  That 
was  an  action  for  negligence  in  not  I  ta  ving  due 
care  against  fire,  the  carriage  in  which  t  lie  plain- 
tift''8  horse  was  placed  was  destroyed  py  fire.  In 
this  case  the  ticket  among  other  things  declared 
that  the  company  would  not  be  liablejfoi  any  da- 
mage, however  caused,  to  horses,  cajttl !  or  live 
stock  of  any  description,  travelling  upjon  the  said 
railway  or  in  the  defendants  vehicles.  T le  injury 
waa  occasioned  by  the  wheels  not  leaving  been 
duly  greased,  and  the  Court  of  CoiAmpn 
held  that  the  plaintiff  had  taken  upon  ;hi 
risks  fi"om  that  source.  It  was  not  fori  tl 
to  fritter  away  the  contract  and  takt 
plain  sense  and  meaning  of  it,  because 
of  a  different  decision  might  be  to  ma 
le.ss  careful.     If  contracts  of  this  kind 


Pleas 

iiself  all 

Court 

akvay  the 

t|e  effect 

carriers 

wrong 

rectify 


e 

iani 


in  themselves  it  was  not  for  the  Courtj  U 
the  miftchief  by  putting  an  erroneous  construction 
upon  them ;  it  was  for  the   Legislature   tp  inter- 
fere if  they  thought  proper.  | 

Aloerson  Baron,  made  the  following k^en  sug- 
gestion which  is  well  worthy  the  notice  of  railway 
companies  which  transport  live  stock,  pui  porting 
that  although  a  carrier  may  by  his  ticket  ixoner- 
ate  himself  from  any  liability  for  damage  one  to 
live  stock,  he  may  yet  be  compelled  to  )ay  for 
the  live-stock  if  stolen  from  him.  For  Ch<  stock 
merely  changing  hands  might  ben  efit  ra|th(  r  than 
injure  it.  Notices  should  be  broad  enough  t  >  cover 
the  case  supposed.  I 

"  It  might  be  fairly  argued  that  A-om  the  whole 
of  this  ticket  taken  together,  the  breach  o  f  duty 
must  be  such  as  to  cause  injury  or  damage  to  the 
thing  conveyed.  That  would  not  affect  the  decis- 
ion here,  though  it  might  raise  a  question  if  the 
horse  bad  been  stolen ;  for  although  that  wo  uld  be 
a  risk  of  conveyance,  still  it  would  not  be  one  re- 
sulting in  damage  or  injury  to  the  thing  or  i  nimal 
conveyed.  Here,  however,  there  was  {njnry  to 
the  horse  conveyed  :  in  which  case  the  deifer  dants 
had  contracted  that  they  were  not  to  be  ^es  )onsi- 
ble.     Such  is  the  plain  contract. 

Martin  Baron  agreed  with  his  brotheni,  I'arke 
and  Alderson. 

Both  by  common  law,  and  by  the  carrier's  Act, 
he  thought  carriers  might  enter  into  specoal  con- 
tracts. As  insurers,  common  carriers  are  an  wer- 
able  for  the  gross  negligence  of  themselves'or  their 
servants,  and  if  it  was  competent  for  a  pptrt  y  to 
make  himself  answerable  for  gross  neglige^ci  i,  he 
sorely  might  contract  that  he  should  not  be  1  able 
for  it.  If  that  be  so,  it  was  impossible  to  use  lan- 
guage to  carry  out  the  intentions  of  the  i  pa  rties 
more  clearly  than  the  language  of  the  ticket  ii  i  the 
present  case. 

Ji»  to  public  iQCODveuieoces  that  majrj  risolt 


(torn  the  contracts,  it  was  for  the  parties  to  judge 
of  that,  the  sole  province  of  a  court  of  law  being 
to  earn'  out  the  contract.     The  Baron   admitted 
that  from  the  construction  now  put  upon  the  con- 
tract, a  great  temptation  to  carelessness  may  arise 
to  railway  servants  carrying  valuable  articles,  by 
their  not  being   responsible  even  for  gross  negli- 
gence.    But  look  at  the  other  side.     If  they  are 
to  be  responsible  notwithstanding  such  a  provision 
as  is  contained  in  this  notice,  it  must  be  obvious 
that  the  company  would  be  in  fact  insurers  of  live- 
stock, for  questions  of  fact  are  admitted  to  juries, 
and  they  Mould  be  very  apt  to  consider  every  case 
of  negligence  as  gross  negligence.     There   were 
therefore  inconveniences  both  ways ;  although  in- 
convenience should  be  no  test,  it  bein?  for  parties 
to  enter  into  their  own  contracts.     The  true   con- 
struction of  the  notice  is  that  defendants  were  not 
to  beresiwnsible  for  any  damage  to  the  horse  from 
any  peril  of  the  carriage. 

Platt  Baron,  would  not  oppose  the  opinion  of 
the  majority  of  the  court,  but  was  startled  at  the 
proposition  that  carriers  could  V)e  exempted  from 
the  consequences  of  gross  misconduct.  The  own- 
er never  dreamt  of  such  a  thing  when  he  signed 
the  ticket.  IIih  view  of  th<5  matter  however  might 
be  wrong. 


Alleghany  Valley  Railroad. 

We  have  leceived  the  report  of  W.  Milnor  Rob- 
erts, Esqr.,  Chief  Engineer  of  this  road,  upon  the 
surveys  made  from  KitU\nning  to  the  New  York 
State  line. 

Four  main  lines  of  surveys  have  been  made,  the 
preference  of  which  is  given  by   the  engineer  to 
the  "Mahoning  and  Red  Bank  route."   This  route 
leaves  Kittanning   and  runs   across  the   favorable 
river  bottoms  and  along  the  bank  of  the  river  to 
the  mouth  of  the  Mahoning,  10  miles,  and  contin- 
ues in  the  valley  of  that  stream,  crossing  it  at  one 
point,  and  tunnelling  910  feet  through  a  projection 
at  a  bend  in  another.   Here  the  maximum  ascend- 
ing grade  of  52  8-10  feet  per  mile  occurs  for  eight 
miles.    Below   Levalley's  summit  there  will  be 
three  tunnels  besides  the   one  named,  930,  1235, 
and  495  feet  long  respectively.  Levalley's  smnmit 
is  also  passed  by  a  tunnel  of  1290  feet  long.  These 
are  all  the  tunnels  which  occur  on  the  entire  route 
and  comprise  an  aggregate  length  of  4860  feet. 
Beyond   Levalley's  the  line  runs   along  the   left 
bank  of  the  big  Bend  of  Red  Bank,  on  a  descend- 
ing grade,  to  its  crossing  of  the  stream  at  New 
Bethlehem,  on  the  twenty-third  mile.    From  New 
Bethlehem  the  line  follows  the  bottom  lands  on 
the  right  bank  of  the  Red  Bank  Valley,  over  favo- 
rable ground,  for  eleven  miles  where  it  crosses  the 
stream  at  Heathville.     Thence  the  line  pursues  its 
left  bank,  passing  Troy  on  the  thirty-sixth  mile 
fiom  Kittanning.  Two  miles  beyond,  it  recrosses 
the  stream,  beyond  a  cut  900  feet  long  and  aver- 
aging 50  feet  deep,  and  extends  to  Dowlingsburg 
on  the  thirty-ninth  nule,  and  Brookville,  the  coun- 
ty   seat  of  JefTerson,  on  the  44th  mile.     The  line 
then  follows  the  north  fork  of  Red  Bank  over  fa- 
vorable groimd,  except  at  the  49th  mile  and  50tb 
mile,  where,  heavy  embankments  and   wide  cul- 
verts are  necessary.     The  line  continues  in  mode- 
rate side-hill  work,  with  the  exception  of  a  heavy 
embankment  and  culvert  at  the  lOOtb  mile,  to  the 
middle  of  the  104th  mile,  where  a  cutting  com- 
mences extending  nearly  one  mile,  having  an  ex- 
treme depth  of  38  feet,  and  ret^uirinj;  about  120,- 


000  cubic  yards  of  excavation,  iiere  is  the  main 
summit  of  the  line  at  the  end  of  the  105th  mile, 
near  the  town  of  Teutonia,  1298  feet  above  low 
water  at  Kittaning.  The  maximum  grade  of  62  8 
10  feet  per  mile  also  descends  from  this  summit 
going  north.  At  a  point  11  8-10  miles  beyond 
Bishop's  Summit  the  line  crosses  Potato  Creek,  in- 
to the  level  and  favorable  valley  beyond.  This 
portion  has  an  average  grade  of  4".>  feet  per  mile, 
upon  which  curves  as  sharp  sts  1000  feet  radius 
occur.  Beyond  this  crossing  to  the  state  line,  the 
road  will  have  a  very  favorable  location,  both  as 
to  grades  and  curvature. 

The  main  route,  designated  as  the  "Mahoning 
and  Red  Bank  route,"  extends  133i^  miles  from 
Kittanning,  or  176><<  from  Pittsburg;  has  3,012  ft. 
of  total  ascent  and  descent,  4,860  feet  of  tunnels, 
and  is  estimated  to  cost  for  graduation  $2,565,- 
224. 

A  revised  line  of  this  general  route,  recommend- 
ed by  the  Engineer,  will  increase  it  one  and  a  quar- 
ter miles  in  length,  and  secure  more  favorable 
grades. 

We  give  the  conclusion  of  Mr.  Robert's  report, 
aildressed  to  Hon.  W.  F.  Johnston,  President  of  the 
Alleghany  Valley  railroad : 

On  an  examination  of  the  prominent  character- 
istics of  this  route,  it  will  be  observed  that  there 
are  comparatively  few  miles  or  sections  of  very 
heavy  work,  namely :  six  between  the  Mahoning 
and  Red  Bank,  and  seven  between  Bishop's  sum- 
mit and  Smethport.  There  are  but  ten  others,  oc- 
curring at  intervals  between  New  Bethlehem  and 
Bishop's  summit,  which  can  be  regarded  as  heavy 
work.  With  these  exceptions,  the  entire  route  is 
remarkably  favorable  for  the  construction  of  a 
first-class  railroad,  with  generally  moderate  curves 
and  very  easy  grades.  The  maximum  grade  of 
52  8-10  feet  per  mile,  is  only  used  in  three  instan- 
ces :  in  ascending  fVom  the  Mahoning  to  Lavely's 
summit,  7  miles ;  in  ascending  the  east  branch  of 
Clarion,  10  miles,  to  its  head  at  Bishop's  summit, 
and  in  descending  thence  alongthe  Red  Mill  brook, 
to  Potato  creek  valley,  ll^j  miles ;  and  on  all  the 
curves,  it  is  reduced  not  less  than  2-100  feet  per 
station  of  100  feet  for  each  degree  ofdefiectiou 
from  a  straight  line. 

It  has  other  features  worthy  of  8i)ecial  attention, 
taken  in  connection  with  the  division  between 
Pittsburg  and  Kittanning  (43  miles).  On  53  con- 
secutive miles  from  Pittsburg  to  the  mouth  of  the 
Mahoning,  there  is  no  ascending  grade  exceeding 
26  4-10  feet  per  mile,  no  descending  grade  over  10 
56-100  feet  per  mile,  and  no  curve  with  a  shorter 
radius  than  1432  feet  On  25)-^  consecutive  milea 
in  the  valley  of  Red  Bank,  there  are  no  grades  ex- 
ceeding 26  4-10  feet  per  mile.  On  23  consecutive 
miles  in  the  valley  of  Clarion,  ere  are  thno  grades 
exceeding  26  4-10  feet  per  mile ;  and  on  18  conse- 
cutive miles  extending  along  Potato  creek,  and 
the  (upper)  Alleghany  river  to  the  New  York  State 
line,  there  is  no  ascending  grade  at  all,  and  no  de- 
scending grade  exceeding  10  56-000  feet  per  mile. 
Thus  making  121}^  miles,  in  four  sections,  each 
continuou.s,  on  which  the  maximum  grade  employ- 
ed is  26  4-10  feet  per  mile.  i, 

From  Bishop's  summit  to  the  State  line,  thirty 
miles,  where  the  heavy  coal  trade  of  Western  New 
York  and  the  Lakes  will  cause  a  preponderance 
of  tonaage  northward,  the  line  isalldescendiiig  or 
level ;  and  at  the  Pittsburgh  end  on  a  distance  of  62 
consecutive  miles,  where  the  iron,  coal  and  lum- 
ber, from  Clarion,  Armstrong,  Jefierson,  and  other 
counties,  will  yield  a  heavy  tonnage  towards  the 
Pittsburgh  and  river  markets,  the  line  is  so  ar- 
ranged as  to  have  no  descending  grade  against 
this  trade  exceeding  10  56-100  feet  per  mile. 

The  profile  of  the  New  York  and  Erie,  Pennsyl- 
vania Central,  Baltimore  and  Ohio,  or  Virginia    ; 
Central  railraad,  will  not  present  features  at  all 
comparable  with  the  line  of  the  Alleghany  Vallry 
road  j  wlulst  the  latter  will  be  much  cheaper  per 
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mile  tb;in  either  of  the  others.  These  valuable 
characterestics  of  your  route,  cannot  fail  to  have 
an  important  bearing,  not  only  on  the  amount  of 
traffic  your  road  must  command,  but  on  the  pro- 
portion of  profit  to  be  derivrd  from  its  transporta- 
tion. The  line  can  be  advantageously  divided 
into  convenient  sections  for  running  the  road  in 
the  most  echonomical  manner,  and  there  is  no 
spot  on  the  entire  route,  where  trains  may  not 
safefy  pass  at  the  rate  of  forty  miles  an  hour. 

Regarding  it  as  a  main  trunk  road,  which  it  as- 
suredly is,  connecting  the  extensive  net- work  of 
New  York  improvements  by  the  iiearest  and  best 
practicable  route  with  the  navigable  waters  of 
the  Ohio  and  Mississippi,  and,  by  chains  of  roads 
through  Ohio  already  far  advanced  towa-ds  com- 
pletion, extending  that  connection  by  railroad 
from  Pitsburgh  and  Cincinnati,  on  the  most  di- 
rect route,  and  to  St.  Louis,  and  the  fertile  States 
of  the  south-west,  its  estimated  cost  (certainly 
under  $30,000  per  mile,)  must  seem  very  moder- 
tae  when  compered  with  the  magnitude  of  the  re- 
sults which  may  fairly  be  anticipated  from  its 
completion. 

You  are  acquainted  personally  with  the  route, 
and  therefore  know  that  a  large  portion  of  it 
passes  through,  and  in  such  a  manner  as  to  con- 
trol, a  tine  agricultural  region,  even  now  abound- 
ing iu  the  profitable  elements  of  railroad  business, 
and  capable  of  furnishing  a  large  agricultural 
surplus.  The  counties  in  Pennsylvania  that  will 
be  tributary  to  it,  contained,  according  to  the  cen- 
sus of  1850,  a  population  of  363,000;  whilst  the 
,  five  counties  of  Western  New  York  directly  in- 
terested in  connecting  with  tliis  line,  and  which 
are  now  actively  engaged  in  building  three  dis- 
tinct railroads  to  unite  with  it,  contained  at  the 
period  a  population  of  523,000.  In  three  yeaas, 
or  about  the  contract  time  for  completing  your 
road,  the  combined  population  in  the  comities 
mentioned,  in  the  two  States,  will  not  be  less 
than  1,300,000. 

The  opinion  which  has  been  promulgated,  that 
this  road  is  in  advance  of  the  wants  of  the  country, 
is  entirely  erroneous.  The  Bellefontaine  and 
Indiana  road,  in  Ohio,  which  has  been  opened 
within  a  few  weeks,  with  its  stock  ten  per  cent, 
above  par,  has  a  larger  proportion  of  unimproved 
land  upon  its  borders,  and  a  much  smaller  local 
population,  withoutany  important  town  upon  its 
route  or  at  either  end  ,  whilst  the  Alleghany 
Valley  line  presents  direct  and  convenient  connec- 
tions between  the  important  cities  of  Pitsburgh, 
Buffaloe  and  Rochester,  containing  an  agregate 
population  at  this  time  of  over  200,000.  It  is 
well  known  that  it  passes  through  the  finest  iron 
region  in  the  State,  which  also  abounds  in  coal 
and  limestone  of  the  best  <iuality.  It  will  also 
form  an  outlet  for  an  immense  amount  of  pine 
and  cherry  lumber  of  the  most  superior  (luality, 
the  demand  for  which  is  annually  increasing. 

But  I  will  not  attempt  to  portray  in  detail  what 
may  be  termed  the  great  natural  advantages  of 
this  line  ;  most  of  these  have  already  been  ably 
described  in  the  pamphlet  prepared  for  yourself 
in  1852.  There  is  one  striking  feature  in  connec- 
tion with  your  road  which  should  not  be  overlook- 
ed, furnishing  as  it  does  the  strongest  security 
of  a  large  local  business,  which  eventually  must 
become  on  all  our  great  lines  the  chief  source  of 
profit :  it  is  this — that  there  is  a  larger  local  popu- 
lation on  the  first  sixty  miles  of  the  Alleghany 
Valley  Railroad,  than  the  same  distance  on  any 
other  route  leading  from  Pittsburgh. 

The  opening  of  continuous  rail  roads  from  Bos- 
ton, Albany  and  New  York,  by  way  of  the  Alle- 
ghany Valley  Rail  Road  to  Pittsburgh,  will  con- 
stitute an  imjjortant  era  in  the  business  history 
of  this  city,  which  cannot  now  be  fully  appreci- 
ated. 

With  such  a  route,  and  with  such  connections 
as  the  position  of  your  line  places  at  your 
command,  you  have  the  strongest  inducement  to 
push  forward  this  great  public  improvement  with 
the  utmost  vigor;  and,  from  the  well  known 
character  and  ability  of  Messrs.  Chamberlains, 
L»ech  &.  Co.  who  have  the  contract  for  dqlug  the 


entjre  work, — except  furnishing  iron.^there  is 
every  reason  to  expect  that  it  will  be  completed 
during  the  season  of  1856,  as  provided  in  the  con- 
tracts. They  are  required  to  open  it  for  use  be- 
tween Pittsburgh  and  KitUinning  (and  this,  may 
easily  be  extended  to  the  mouth  of  Mahoning,) 
early  in  the  fall  of  next  year;  and,  if  the  ir6n  be 
promptly  furnished,  the  Board  may  anticipate  a 
compliance  with  this  stipulation. 

The  few  general  remarks  introduced  will  not,  1 
trust,  be  considered  altogether  irrelevant  to  the 
subject  of  Surreys — which  I  take  great  pleasure 
in  stating,  have  been  conducted  with  admirable 
skill  and  perseverance,  by  my  excellent  Associate 
Engineer,  George  R.  Eichbaum,  and  Messrs.  Ro- 
bert W.  Clarke,  J.  S.  Lawrence,  Franklin  Wright 
and  Charles  M.  Boyle,  principal  Assistant  Kn- 
gineers,  and  their  assistants,  aided  by  J.  J. 
Siebeneck,  our  efficient  Draughtsman.  Messrs. 
Clarke  and  Lawrence  are  no'n'  in  the  service  of 
other  companies.  Messrs.  W^rigl't  and  Boyle  are 
engaged  with  two  full  parties  in  revising  lines 
preparatory  to  final  locations. 

The  work  of  construction  on  the  division  be- 
tween Pittsburgh  and  Ki  ttanning  is  in  active  pro- 
gress under  the  immediate  charge  of  Captain  T. 
J.  Brcrcton  and  Mr.  James  C.  Noon,  Assistant 
Engineer,  and  Mr.  James  Morley,  Junior  Assist- 
ant.    It  is  arranged  in  three  sub-divisions.  i 

To  all  of  the  gentlemen  connected  with  the  En- 
gineer Department,  I  beg  leave  to  olier  my  sincere 
thanks,  for  the  uniformly  failliful  and  courteous 
manner  in  wliich  thoy  have  performed  their  rp- 
si)ective  <iutics. 


Kiiropcau   aud  North  American  Rail wajr* 

We  had  the  good  fortune  to  be  present  yester- 
day, at  an  informal  meeting  of  several  gentlemen 
friendly  to  the  European  and  North  American 
Railway,  called  together  by  the  Directors,  lor  the 
purposeof  advising  upon  the  line  of  policy  to  be 
adopted  in  view  of  their  pending  negotiations 
with  Messrs  Jackson  &  als.,  for  th.e  building  of 
the  entire  line  of  said  Road,  from  Calais  to  Au- 
gusta. 

On  the  5th  of  August  Messrs.  Jackson  and  Betts, 
for  themselves  and  partners  proposed  to  pay  the 
expense  of  a  survey  of  the  route,  and  on  the  in- 
formation thereby  obtained,  they  would  fix  upon 
a  price  for  building  said  road,  based  upon  said 
surveys, — the  same  to  be  paid  for  by  said  company 
in  the  manner  following,  viz  : 

20  per  cent  of  the  cost        in  Cash. 

30      "      ■■-■      ■"      "  "  Stock  at  par. 

50      'V    "      "     '^  "Bonds      " 

The  character  of  the  road  to  be  equal  to  tlwit 
stipulated  for  in  their  contract  with  the  Grand 
Trunk  Railway  of  Canada,  with  a  permanent  way, 
iron  tubular  bridges,  and  fully  ecjuipped  with  en- 
gine power,  equM  to  1  engine  to  every  5  miles  of 
track,  &c. 

The  road  to  be  commenced  upon  forth  witih, 
and  completed  in  1867,  throughout  its  entire 
length. 

After  the  surveys  are  completed,  the  company 
are  to  pay  the  expense  of  the  surveys,  in  case  no 
contract  is  concluded  with  Mr.  Jackson  and  his 
associates.  If  a  contract  is  closed  with  them  the 
expense  of  the  .survey  is  to  be  included  in  their 
contracts. 

These  proposals  the  Directors  voted  unani- 
mously to  accept.  Thereupon  Mr.  Morton  was 
directed  to  take  charge  of  these  surveys,  and  the 
money  therefor  placed  in  Bank  by  the  contrac- 
tors, 

It  is  now  rendered  certain  that  the  cost  of  the 
line  will  not  exceed  $6,000,000,  and  that  20  per 
cent,  of  that  sum,  raised  by  subscriptions  to  stock, 
will  secure  the  immediate  construction  of  tlie 
line. 

One  party  of  engineers  is  already  in  the  field  and 
others  are  to  follow  shortly. 

The  question  i)roposed  by  the  Directors  was : 
Can  we  raise  our  portion  of  the  required  sum. 

Assuming  the  amount  to  be  $1,200,000,  whicb 
will  cover  the  entire  sum  required,  we  have  the 
whole  State  to  look  to  for  contributions  thereto. 


Besides  this,  ijl  is  quite  ai>i»arcnt  that  the  raising 
'V)f  this  amountt  at  once  places  the  company  upon 
such  a  footing|a8  will  prevent  any   sacrifice  of  its 
stock  or  bonds  hereafter. 

Then  agaid  the  parties  holding  80  per  cent, 
of  the  stock  jjind  bonds,  who  are  to  sell  tbcir 
securities  in  tne  English  market,  will  have  every 
iudncement  td  keep  up  their  price. 

We  are  infdnned  that  the. principal  reason  for 
asking  this  subscription  in  Maitic  is.  for  the  as- 
surance it  gives  of  the  confidence  and  '•  good 
will' of  our  ixjople.  If  this  does  not  exist,  no 
foreign  capitiilist  would  for  a  moment  enter- 
tain the  thought  of  coming  among  us  with  his 
money.  j 

Our  belief  is,  that  within  one?.year  of  the  com- 
pletion of  thik  subscription  of  SI  ,200,000,  and 
the  consummation  of  this  pro]  >osed  contract  with 
Messrs.  Peto,  !  Brassey,  Betts  and  Jackson,  the 
whole  of  the  fluropean  and  North  American  Rail- 
way stock,  will  be  made  a  jK-rmancnt  5  per  cent, 
slocl  and  soldjaAorc  par  in  the  London  market. 

In  fact,  we  jiave  a  right  to  sa(j-,  that  but  for  the 
short-sighted  tolicy  of  our  own  jicoplc  in  Maine, 
the  European  Koad  might  have  been  made  a  part 
of  the  Grand  Tnink  Railway  .sphenie,  in  the  En- 
glish market  in  April  List.  ! 

The  Europekn  and  North  American  Railway  is 
not  merely  a  lj>cal  line,  whicli  has  no  credit  i>eyond 
its  own  locality.  It  is  in  fat*  an  international 
work,  which  may  seek  with  entire  confidence  the 
market  of  the  world.  Its  name  alone  is  worth  a 
vast  sum,  in  irkking  friend^  on  both  sieves  of  the 
water.  T  j        I 

But  no  schelne,  however' strong  on  its  own  ad- 
vantages, can  [go  into  a  foreign  market  with  suc- 
cess, in  the  absence  of  slrani;  Ittal  support  at  k/mie. 
Intelligent  forf;igners  will  not  invest  money  in 
projects  that  Have  not  the  ability  to  inspire  confi- 
dence among  fhe  monied  men  (k  the  region  where 
they  are  builtj  We  should  no^  advise,  or  con- 
sent even,  to  hjave  the  European  Road  built  by 
foreign  capital  alone,  as  much   as  we  suffer   for 


want  of  capita 


a  sound  one,  unless  our  ixjople  «rc  willing  to  em- 
of  their 


bark  a  portioi . 
tion. 

In  New  Brtinswick, 
per  cent,  of  its 


in  Maine.     The  sclieme  cannot  be 


laean^  m  its  constmc- 
j 
Ujc  Goternment  took  25 
cost  at  the  out-pet,  in  stock,  and 


they  loan  the  dredit  of  the  Province  to  the  amount 
of  22  per  cent  more.  Individuals  take  a  portion 
of  the  remaiiing  cost,  and  the  residue  of  the 
money  required  is  furnished  by  the  contrac- 
tors. 

It  is  gratifying  to  know,  that  so  far  as  we  have 
heard,  there  h»s  been  but  one  expression  on  the 
subject,  and  that  is  in  favor  of  the  proposed  plan, 
and  no  one  has  to  this  time  supported  a  doubt  of 
our  ability  to  raise  one Jift-^  oCiik  cost. — Stat€  of 
Main-e.  1        I 


Mia  era  I    Point    Railroad 

We  are  indebted  to  Hon.  Moses  M.  Strong, 
President  of  tlie  Mineral  Point  Railroad  Company, 
for  a  copy  of  t  tie  first  annual  report  of  the  Direct- 
ors of  that  roald.  We  would  gladly  publish  some 
extracts  from  this  document,  did  our  space  per- 
mit. The  Mineral  Point  Railroad  is  a  very  im- 
portant one  to  the  Lead  Region  of  our  State. — 
The  report  of  ihe  Directors  estimates  that  the  en- 
tire road,  whdn  finished  and  fully  equipped,  in 
eluding  ail  necessary  depot  buildings  &c.,  will 
cost  only  $59^,950,  being  less  than  $18,000  per 
mile  for  31  7-l0  miles.  T^e  means  of  the  c<Hn- 
pany  are  thus  stated  : 

Stock  Subscribtions $136,800,00 

Iowa  Countv  Ponds 150,000,00 

First  Mortgage  Bonds 317,000,00 


I  I  $602,800,00 

Showing  a  siirplus  of  nearly  £40,000  over  the 
estimated  cosq  of  the  road.        F 

This  road  tijs  the  very  heart  of  the  lead  mines 
and  promises  io  be  one  of  the  best  Railroad  en- 
terpriser, as  ail  investment,  in  the  Northwest.  It 
is  perhaps  not  out  of  place  to  siy  that  the  Officur* 
of  the  Compan{r  enjoy  the  full  ooofldenoe  of  all  ia> 
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teicsied  iu  the  road.  Mr.  SmuNi;  tlitj 
ill  one  of  tljc  earliest  settlers  in  the  Si 
resided  in  tlie  lead  mines  more  thanj 
years,  and  has  made  the  geographyl 
graphy  of  our  State  peculiarly  his  stiu 
frequejit'y  b-»en  called,  by  his  immcd 
l)or»  to  lepiesent  them,  in  the  Ten 
State  Legislature.  In  the  former  ho 
elected  to  the  office  of  President  of 
and  under  the  State  government  he  j 
Speaker  in  tin-  House  of  Representat 
teaukie  Sentinel. 


V  evident, 
iti  I,  having 

s  sventeen 

ai>d  topo- 
,  Heha.s 
ate  neigh- 
itotial   and 

w^   twice 

Senate 

resided   as 

ve  J. — Mif- 


1  RkII- 


RKclne,  J«ae*vllle   niitl  Mtssiiml 
road. 

From  the  recent  e.\hihit  of  this  coiiipiny  we 
have  the  following  statements  : 

The  company  was  organized  under  a  charter 
granted  by  the  .state  of  Wisconsin,  in  No'.  185l!, 
for  the  i)urpose  of  constructing  a  railroal  f -omthe 
city  of  Racine  to  the  Mississippi  river.  Imme- 
diately after  its  organization,  full  preliuiinj  ry  sur- 
veys were  mad«i,  and  the  first  division  of  he  line 
extending  from  the  city  of  Racine  to  tlic  h'illage 
of  Buloit,  on  Rock  River,  a  distance  of  61  miles, 
was  put  imdcr  contract  on  the  first  da/  ti'  April 
last.  Tiie  work  of  gra  ling  w.us  at  once  i;oi  mienc- 
ed  and  lijis  been  vigorously  prosecuted  ly  i  large 
force,  so  that  the  first  sub-divi.sion,  fromtlu  Lake 
to  Fo.x  River,  a  distance  of  2G  miles,  is  in  :i  good 
Btatc  of  fo;\vardness,  and  will  be  ready  ijr  ;he  su- 
jierstructure  in  S.ptember.  J{y  the  ten  is  of  the 
c»  nuact,  this  portion  of  the  line  is  to  be  inr  inning 
order  and  equipi>-d  l>y  the  1st  day  of  Jaiuary, 
1854,  and  the  eniire  line  to  Beloit  is  to  be  com- 
pleted and  stocked  ready  for  use,  by  the  fiist  day 
of  Sei)tember,  following.  The  contract  provides 
for  a  first  chiss  road,  with  fuW  eciuipmbnls  and 
rolling  stock  of  the  best  quality  and  most  a  iprov- 
ed  kind.  The  iron  is  to  be  of  the  best  <iL-i  ity  of 
the  T  pattern,  and  to  weigh  sixty  pounls  lo  the 
lineal  yard.  The  contract  includes  ever ,  thing 
l>»ntaining  to  the  work,  except  land  damigt  s,  de- 
pots, and   engineering ;  hence   the  entir»[  ^st  of 
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the  road  when  iu  complete  working  order!  w 
cost  to  exceed  S'2-,000  per  mile.  By  th*  abcom 
l)ahying  map  it  wi  1  be  seen  that  tliis  lin^  o'road 
traverses  the  richest  and  best  settled  po^'ti^  ms  of 
the  state,  and  secures  most  important  rail^oa  I  con- 
nections at  several  different  points,  furniihi  jg  an 
outlet  to  the  lake  for  nearly  600  miles  offra  Iroad 
and  enjoying  an  advantage  in  point  of  dis  Lance 
of  from  twenty -six  to  thirty-three  miles  (Wer  any 
other  road  running  to  Lake  Michigan,  beaid*  8  be- 
ing a  straight  line.  j 

At  Burlington,  '25  miles  west  of  Racine,  it  m  ill  in- 
tci-sect  the  Fox  River  Valley  Railroad  Ian  I  the 
Racine  and  Portage  Cify  Railroad.  At  k\V  honi, 
the  county  scat  of  Walworth  county,  ^0  miles 
west  of  Racine,  it  \f\]l  intersect  the  Wihscansin 
Central  Railroad.  At  Beloit  it  intersects  and 
conneels  with  the  Beloit  and  Madison,  apd  Bel- 
videie Branch  Railroads,  both  of  which  ire  now 
in  process  of  construction,  and  to  be  co[ni;  leted 
in  a  few  months.  At  Rockton  it  will  iuteitei  t  the 
Rock  Island  and  Rockford  Railroad,  A<o  |in  pro- 
cess of  construction.  At  Freeport  it  injfei  jccts 
the  great  Illinois  Central  Railroad,  and  ihc  Sa- 
vanna Branch  Railroad.     The  Mineral  Poijit  lail- 


road  now  building  intersects  the    Illinois  Ce 
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Railroad  a  few  miles  west  of  Freeport,  the  reby 
enabling  this  line  to  compete  for  the  businci  i  of 
•that  point  also.  The  vast  advantag'.'  i^i  joint 
of  distance,  possessed  by  this  line,  at  all  thfea  )ove 
points,  must  command"  for  it  a  freighti  tijaffie 
equal  to  any  other  western  road.  This 
also  offer  good  advantages  to  travellers,  t  td  all 
parts  in  Wisconsin,  Iowa  and  Minnesota;  ahd^om 
those  states  to  all  points  on  Lake  Michigan 
Racine  there  will  be  three  routes  eastwarJ, 
By  steamboat,  or  the  Lake  Shore  Railroad 
Chicago  ;  by  the  Grand  Haven  and  Detroii, 
road,  and  by  the  Lake  route  through  the 
of  Mackinac. 

This  line  also  affords  the  shortest  route  frbnJ  the 
Lake  to  the  Mississippi  river,  an  advantage ^wl  ich, 
from  the  natural  position  of  these  waters  it  litust 
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always  enjoy.  The  second  division  of  this  road 
will  be  from  Beloit  to  Freeport  via.  Rockton,  for 
which  a  charter  has  been  obtained  from  the  state 
of  Illinois.  The  entire  line  of  this  road  from  Ra- 
cine to  Freeport,  passes  through  an  agricultural 
country  unsurpassed  if  equalled  in  the  west ;  while 
the  roads  connecting  at  Freeport,  i)enetrate  the 
extensive  lead  mines  of  Illinois  and  Wisconsin. 

From  a  careful  estimate,  based  upon  data  fur- 
nished by  the  United  States  census  of  1850,  it  is 
confidently  believed  and  expected,  that  the  local 
business  alone  upon  the  line  of  this  road  will  afford 
a  net  inconu^  of  at  leiist  8  per  cent,  upon  its  en- 
tire cost ;  w  hile  the  through  business  and  the  bu- 
siness thrown  upon  this  line  from  its  connectinif 
roads,  may  reasonably  be  expected  to  equal  its  lo- 
cal traffic,  and  the  possibilities  are  that  it  will 
greatly  exceed  it.  These  results  might  be  easily 
shown  in  detail,  did  space  permit. 

The  entire  cost  of  the  05  miles  of  ro.-Mi 

now  under   contract,   estimated  at 

$22,0(»0  per  mile,  amounts  to $1,430,000 

To  provide  for  which  the  company 

have  the  follow  ing  resources  : 
Personal  subscriptions  to  the 

amount  <)f S403,:j75 

Corporate  subscription  of  the 

city  of  Racine 300,000 

Corporate  subscription  of  the 

town  of  Beloit 100,000 

Corporate  subscription  of  the 

town  of  Delavan 25,000 

Bonds  of  the  Co.  necrotiated 
to  the  contractorsT 646,750— $1,475,126 

The  bonds  of  the  city  of  Racine  issued  in  pay- 
ment of  its  subscription  to  the  capital  stock  of  the 
company,  are  now  ofl'ered  for  sale  to  the  .-imount 
of  S3(X),000  with  7  per  cent  interest  payable  in  the 
city  of  New  York  in  twenty  years;  the  interest 
thereon  to  be  paid  annually. 

The  bonds  are  issued  in  sums  t>f  $1,000  and  of 
$500,  and  are  made  convertible  into  the  stock  of 
the  company  at  the  option  cf  the  holder.  They 
are  also  guaranteed  by  the  company,  and  the  in- 
terest is  made  payable  semi-annually. 

The  officers  of  the  company  are  as  follows  : 

Henry  S.  Durand,  President;  Chas.  S.  Wright, 
secretary ;  Simeon  Draper,  New  York  city,  treasu- 
rer; H.  J.  Ulmann,  cashier  Bank  of  Racine,  ass't 
treasurer,  James  R.  Doolittle,  Esq.,  attorney ;  and 
Leverctt  II.  Clark,  Chief  Engineer. 

Directorf. — Elias  Smith,  Reuben  M.  Norton, 
Isaac  Taylor,  Marshall  M.  Strong,  Chartes  Her- 
rick,  John  Dickson,  Charles  S.  Wright,  Henry  S. 
Durand,  all  of  Racine;  Edwin  Hodges,  Elkhom, 
Walworth  county  ;  Wm.  C.  Allen,  Delavan,  Geo. 
B.  Sanderson,  Beloit,  Rock  Co.;  Wm.  A.  Law- 
rence, Janesville,  do.;  John  A.  C.  Gray,  N.  York 
city  ;  Col.  R.  B.  Mason,  Con.sulting  Engineer. 


the  Mississip|)i,  and  are  now,  we  learn,  filling  a 
large  order  for  the  Pacific  Railroad  Co.  The  en- 
tire train  of  engine  and  cars  run  over  the  first  di- 
irision  of  the  Pacific  railroad  at  the  celebration  of 
its  opening,  was  of  St.  Louis  manufacture. 


liOcomotlTe  Manufacturing  in  th«  MTest. 

AVe  learn,  with  much  pleasure,  from  the  Detroit 
Tribune,  that  0.  M.  Hyde,  Esq.,  ha.«,  in  connection 
with  other  parties,  completed  arrangements  for 
the  erection  of  a  large  locomotive  shop  in  Detroit. 
The  buildings  alH'-«dy  built  and  contracted  for, 
will  extend  above  700  feet  in  length,  by  50  feet  in 
width,  and  will  all  bo  of  three  stories.  Five  hun- 
dred men  will  be  employed.  These  will  be  iu  con- 
nection with  a  large  Foundry  and  rolling  mill 
working  only  upon  Lake  Superior  iron  which  is 
now  acknowledged  to  be  the  best  in  the  world. 
(For  an  inspection  of  the  appearance  of  this  iron 
after  undergoing  the  sev«rest  tests  we  would  re- 
commend our  local  readers  to  call  at  the  office  of 
the  Sharon  Iron  Company,  127  Pearl  street,  in  this 
city.)  We  have  no  doubt,  the  business  of  manu- 
facturing locomotives  will  be  successfully  carried 
on  in  Detroit. 

Messrs.  Palm  and  Robertson,  of  St.  Louis,  have 
already  constructed  the  first  locomotive  west  of  ^ 


BnflTulo,    Brantford  and  Goderlch  Rail- 
road. 

By  the  i*ecent  report  of  this  company  we  learn 
that  the  eastern  division  of  the  road — that  portion 
between  Buffalo  and  Brantford — is  confidently 
exi)ected  to  be  open  to  the  public  by  the  first  day 
of  next  October.  The  iron,  says  the  report,  is  ar- 
riving in  satisfactory  quantities  .at  Quebec,  and  is 
being  forwarded  with  dispatch  to  the  Welland  Ca- 
nal Feeder,  from  which  point,  with  the  aid  of  two 
locomotives,  the  permanent  road  is  being  laid,  east 
and  west.  The  fimancial  affairs  of  the  company 
too,  are  in  a  prosperous  and  healthy  condition,  and 
the  debentures  accepted  in  payment  of  shares  held 
by  the  local  municipalities  along  the  line,  to  the 
amount  of  £184,500,  have  been  cashed  by  the  Pro- 
vincial Government  at  par,  under  the  consolidated 
Municipal  Loan  Fund  Act  for  Upper  Canada.  The 
following  is  the  exhibit : 

STATEMENT  OK    FINANCES. 

Of  the  Buffalo,  Brantford  and  Goderick  Railway 

Company.  June  1,  1853. 
To  cash  paid  Masonry,  Grading,  etc . .  $129,357  54 

Right  of  Way 23,484  89 

"  "  Interest  on  Bonds,  Dis- 
count, Brokerage,  Ag- 
ency, etc 60,956  32 

"  "  Office  expenses.  Salaries, 
Printing,  Advertising, 

etc 16,976  17 

"  "  Engineering  and  survey- 
ing       28,915  46 

"        "        Iron 361,111  II 

Plank. 1,800  00 

To  amount  of  municipal   debentures  ^ 
negotiated  with  Provincial  Govern- 
ment   738,000  00 

To  balance  of  cash  on  hand 108,820  96 

$1,469,422  45 

By  receipts  for  stock $913,656  56 

"  convertible  bonds 555,556  65 

"  sundry  balances  due 310  35 

$1,469,422  45 
The  report  of  Mr.  William  Wallace,  the  Engin- 
eer of  the  road,  accompanied  the  statement  of  tlie 
directors,  and  gives  a  very  favorable  account  of 
the  progress  and  prospects  of  the  work.  The  fol- 
lowing is  his  estimate  for  the  Qoderich  extens- 
ion— 

Clearing,  Grubbing  and  Grading,  includ- 
ing all  the  necessary  bridges  and  cul- 
verts, and  also  the  ties,  as  per  con- 
tract  $660,000 

Grading  and  Dockage  at  Goderich 15,000 

Right  of  way  and  depot  grounds 25,000 

Fencing 35,000 

Ballasting,   cattle-guards,  etc 60,000 

Superstructure,  laid  in  the  usual  manner, 
with  the  heavy  rail,  including  all  neces- 

ary  turn-outs 650,000 

Depot  buildings  at  Goderich,  and  all  neces- 
sary intermediate  stations 55,000 

Engineering  and  agencies 50,000 

$1,440,000 
Eight  Locomotives,  fifteen  first  class  pas- 
senger, four  mail  and  baggage,  one  hun-       .  -iv . 
drod  freight,  forty  platform,  forty  gra- 
vel, and  ten  hand  cars $235,000 

•         ^  1  "    $1,676,000 
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York  and  Cumberland  Railroad. — We  have  re- 
ceived the  recent  report  of  Chas.  Q.  Clapp,  Esq  , 
President  of  this  road,  from  vyhich  we  gather  the 
following  statement  of  its  operations  and  pros- 
pects. 

Freight  trains  commenced  running  between  Port- 
land and  Saco  river  on  Feb.  15th  last,  and  passen- 
ger trains  were  run  on  the  20th  of  March  follow- 
ing' 

The  equipment  now  consists  of  three  locomo- 
tives, two  passenger  cars,  eighteen  freight  and 
twenty  dirt  cars.  One  passenger  car  and  ten  freight 
cars  in  addition  will  be  required  during  the  sum- 
mer. 

The  books  show  the  cost  of  that  part  of  the  line 
constructed  to  be, 
From  Portland  to  Saco  River S643,109  62 

"     Spring  Vale  to  Gt.  Falls 70,489  99 


ToUl $713,606  61 

And  for  which  the  company  are  now  indebted 
as  follows — 

In  Bonds S341,100  00 

Floating  Debt 44,868  98 


$386,968  98 
5,157  shares  of  stock  have  been  issu- 
ed at  $50 $267,869  00 

332  shares  have  been   sold  at  auction 

for 6,035  69 


$263,875  69 
Received  upon  stock  partially  paid . .  21,871  26 
Uncollected  subscriptions 81,155  20 

A  large  tract  of  land,  for  a  freight  station,  has 
been  secured  in  Portland. 

An  additional  section  of  the  road,  from  Saco  river 
to  Portland,  is  under  contract. 

The  whole  amount  received  in  stock  has  been — 
$285,747  06,  and  the  sum  of  receipts,  bonds  and 
bills  payable,  and  of  expenditures,  are  respectively 
$713,605  51.  The  receipts  of  the  road  for  the 
year  ending  June  30th  1853,  were  $23,946  01, 
and  the  expenditures  $12,689  93,  leaving  $11,- 
256  08  as  net  earnings. 


one  30  in.  cylinder,  6  feet  stroke  (an  additional  en- 
gine for  the  "San  Francisco")  ;  two  60  in,  11  feet 
cylinders  for  the  "Vera  Cruz  ;"  one  44  in,  9  feet, 
for  the  Chicago  Water  Works ;  and  one  44  in.  11 
feet  for  some  place  on  the  river  Danube,  in  Europe. 

Cincinnati  AVllmlnrton  and  Zanesville 
Railroad. 

Yesterday  mornin^sr,  the  invited  guests  of  the 
Cincinnati.  Wilmington  and  Zanesville  Railroad 
left  this  city  for  Wilmington  to  attend  the  celebra- 
tion of  the  completion  of  the  road  to  that  place. 
A  long  train  of  nearly  thirty  cars  carried  an  im- 
mense crowd  over  the  road  in  first  rate  style,  who 
were  welcomed  to  Wilmington  in  a  brief  speech 
by  Isaiah  Morris,  Esq.  and  by  at  least  eight 
thousand  persons  from  that  and  neighboring  towns. 
A  table,  1 ,200  feet  in  length  was  spread  in  a 
beautiful  grove,  adjacent  to  the  railway,  .and 
covered  with  a  profusion  of  excellent  ftxxl.  Six 
head  of  cattle,  thirty  sheep,  and  other  provisions 
in  proportion,  had  been  prepan'd  for  the  occasion, 
which  speedily  disai)peared  imder  the  masticatory 
power  of  the  hungry  crowd  After  Phelps'  bra-ss 
band  had  discovered  some  excellent  pieces, 
speeches,  appropriate  to  the  occasion,  were  madcJ  i 
by  Judge  McKay,  of  Wilmington,  Dr.  (j;riswold,of 
CirclevilL',  one  of  the  Directors  of  the  road,  Mr. 
DeGraft",  the  contractor,  and  other  gentlemen. 

The  part  of  the  road   completed   form  Morrow 
to  Wilmington    appears   to    be    very    throughly 
built,  and  runs  unusually  smooth  for  a  new   road. 
The  complete  manner  in  which  this  important  line 
has  been  constructed,  is   alike  creditable  to  Mr. 
Corwin,  the  President  of  the  ^oad,  and  Mr.  Wood- 
ward, its  Engineer,  and  Mr.jDcGratt",  the  contrac- 
tor.    The  entire  road  to  Zanesville  will  be  finished 
about  the  first  of  November,  and  will  open  under 
the  most  favorable  circumstances  for  doing  a  large 
and     profitable    business. —  Cincinnati    Atlas     of 
the&th. 
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forces  are  overcome  upon  locomotiye  engines  and 

carriages,  by  the  aid  of  common  springs,  which, 

from  their  characier  and  method  *f  ai»plicatioo, 

act  under  very  di^vantagcoos  cirtumstances.   If 

of  a  sprinc  couM  be  increased, 

arranged  to  have  a  nearly  con- 

linder  any  deflection  ;  not  acting 

a  minimum  !to  a  maximum   rAngc  of  resist- 

-from  V4I  re(  istance,  to  the  Kcsistance  of  »n 


the  limit  of  action 

and  if  it  could  be 

stant  resistance 

from 

ance 

immovable  obstacle,  then  we  arc  pf  opinion  that 

the  force  of  concii  ssion  might  be  absorbed  without , 

.danger. 

It  is  not  our  plurixwe,  hoAvever^  to  propose  a 
plan.  We  have  been  shown  an  05>erating  molel 
of  an  invention  of  our  friend,  M.  Butt  Hcwson, 
Esq.,  C.  E.,  whicl  api)earB  to  ut>  to  promise  much 
in  the  way  of  secirity  from  the  results  of  collisions. 
It  is  designed  wit  i  reference  to  the  principles  we 
have  stated,  and  will  soon  be  applied  upon  an  im- 
portant scale,  an<  be  made  tlie  subject  of  conclu- 
sive experiments, 


Marine  Engine  Building. 

The  following,  showing  the  operations  of  sohie  of 
of  our  largest  machine  establishments,  is  from  Ap- 
pleton's  Magazine  far  August. 

Machine-shops  every  where  appear  filled  with 
orders  ;  in  fact  business  is  too  good  to  make  an 
exhibition  of  work  in  the  Crystal  Palace,  as  much 
an  object  as  at  ordinary  times  for  American  me- 
chanics. Among  the  large  jobs  now  contracting 
in  this  city,  the  Novelty  Works  have  in  hand  one 
side-lever  engine,  86  inch  diameter  of  cylinder 
and  8  feet  stroke  (for  a  steamer  to  run  between 
this  port  aud  Charleston);  one  85  inch  diameter  8 
feet  stroke,  single  oscillating  engine  (similar  to  the 
"  Augusta,"  and  to  run  with  her  between  New- 
York  and  Savannah^;  one  38  inch,  11  feet,  beam 
engine ;  one  36  inch,  8  feet  inclined  engine  (Albany 
ferry-boat);  a  number  ofstationaries,  one  of  which 
is  36  inch,  5  feet  stroke,  and  a  host  of  quartz 
crushers,  brick-machines,  &c. 

The  Morgan  works,  near  by,  are  building  no 
less  than  19  large  low-pressure  steam-engines, 
and  give  direct  employment  to  about  713  hands 
Two  of  th«sc  are  42  inches  diameter  and  10  feet 
stroke  for  the  steamer  Jamestown;  six  are  50  in. 
beam-engii.es  for  vessels  being  constructed  for 
Messrs,  Rowland  &  Asphiwall  ;  two  66  in.  by  10 
feel;, oscillating,  for  the  steamer  "  San  Frauicisco;" 
two  66  inch,  10  feet  stroke,  for  the  U.  S.  M.  steam- 
er 'George  Law  ;"  one  80  in.  12  feet  stroke,  for 
"Lake    Erie;"  one  83  inch,  12  feet,  for  the 


the 


"Golden  Age"  (Howard  nnd  Son,  Australia  line)" 


Safety  Bufllnc  Apparatus.  ! 

The  value  of  any  preventative  of  collisions,  or 
of  their  destructive  results,  could  not,  under  the 
present  aspect  of  railway  travelling,  be  ovcr-es- 
timatcd.  It  ha.s  been  supposed  a  fruitless  endeavor 
to  lessen  the  eftl'cts  of  railway  collisions  except 
by  removing  their  cause,  but  there  are  cases 
where,  seemingly,  in  face  of  reasonable  precau- 
tions, accidents  have  resulted  from  collisions.  lu 
view,  therefore,  of  the  evident  chances  of  accident 
under  anything  like  the  present  system  of  passen- 
ger transportation,  it  is  well  to  inquire  if  the  pos- 
sible occurrence  of  such  events  shmdd  not  be  pro- 
vided for,  and,  if  there  are  not  simple  and  elfec- 
tual  means  of  security  ready  for  such  provision. 
We  believe  there  are.  ' 

In  the  first  place,  we  believe  the  force  of  collis- 
ions is  usually  far  too  highly  estimated.  Many 
suppose  thrtt  the  force  of  a  concussion  is  ecjual  to 
the  entire  weight  of  a  train  multiplied  into  its  ve- 
locity, as  if  the  train  were  a  body  freely  descend- 
ing in  air.  Now  we  regard  it,  and  engineers  will 
see  the  manifest  propriety  of  our  estimation,  that 
the  force  is  equal  to  the  imiMjlling  powerof  a  train 
multiplied  into  the  velocity  under  whi^h  that  pow- 
er  is  exerted.  This  impelling  power  is  always 
measured  by  the  adhesion  of  the  engine,  and  this 
adhesion,  being'at  most  one  seventh  of  the  weight 
of  the  engine,  we  find  the  power  of  a  concussion  is 
expressed,  in  the  case  of  a  locomotive  of  say  21 
tons  weight,  moving  at  30  miles  per  hour,  by  the 
impact  of  three  tons  striking  with  a  velocity  of  (30 
miles  per  hour,)  forty-four  feet  per  second.  This 
would  give  a  result  far  below  that  if  the  vxi<:ht  of 
the  train  was  improperly  considered  as  an  element 
of  the  force  of  concussion. 

Having  reduced  this  element  to  a  reasonable 
limit,  how  can  we  overcome  it  7  We  believe  equal 
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Large  Drivcra. 

It  may  not  be  cnown  to  tlie  majority  of  onr  rea- 
ders, that  there  j  re  a  number  of  Ivcomotives  now 
running  in  this  c  nintry  having  cobpled  drivers  as 
large  as  seven  feit  in  diameter,     the  "Columbia" 
and  "Rensaeller, '  two  locomotive^  on  the  Hudson 
River  road,  havi !  drivers  of  this  size.     These  are 
outside  conncctel,  16)^  inch  cylinder,  and  22  in. 
stroke  engines,  and  were  built  by  the  Lowell  Ma- 
chine Shop.      Oi  the  New  York  ajnd  Eric  railroad 
the  two  engines  'No.  84"  and  "No.  85  '  have  four 
coupled,  seven  feet  drivers.     These  arc  14  in.  cyl- 
inder, 32  inch  s  ,roke  engines,  bililt  at  Norris'. — 
They  are  but  li  <tle  used  on  the  Erie  road,  and 
could  hardly  be  driven,  (from   itisufticicnt  boiler 
room  .and  dispro  jortionate  length  of  stroke,)  over 
twenty  miles  pci  hour.     The  Reading  road  has  2 
^f  MillhollandV  rngincs,  with  foiir  7  feet  drivers 
each.     These  ar)  the  coal-burning  engines  '•Illino- 
is' and  "Micliigjiii, '  and  have,  wo  iK'lieve,  16  inch 
cylinders  and  30  inch  stroke.     Th<'  Western  rail- 
road, of  Mass.,  1  as  one  engine,  built  by  Mr.  Eddy, 
their  master  meihanic,  which  hal  four  drivers  of 
Oil.  10  inches  i  i  diameter.      This  is  the  "Whis- 
tler," with  16  in  ;h  cylinders  and  j  26  inch  stroke. 
On  the  Camden  find  Amboy  roadj  many  of  the  en- 
gines have  sing  e  drivers  of  eighit  feet  diameter, 
bnt  extremely  long  stroke.    The  <>bject,  with  buil- 
ders in  our  county,  in  increasing  the   size  of  the 
driving  wheels,  has  apparently  bten  that  of  redu- 
cing the  wear  j.ttendant  ujion   quick   reciproca- 
tions of  the  piston,  for  among  theengines  just  quo- 
ted, the  Erie  endues  make  no  faster  time,  under 
any  given  speed  of  piston  per  minute,  than  an  en- 
gine with  4  feetk  inch  wheels  and  20  inch  stroke  ; 
Eddy's  engine  «he   same  as  a  6  feet  3  inch  wheel 
and  20  inch  sttoke,  while   the  *Rensaeller"  and 
"Columbia"  co*ic   much   nearer  to  the  sUndard 
proportions  of  qjuick  express  engines.  In  England, 
a  20  inch  stroke  is  common  for  a  7  feet  wheel,and 
24  inches  is  generally  adopted  for  an  8  feet  wheel ; 
equal  to  a  20  in^h  stroke  for  a  sijc  feet  eight  inch 
wheel. 

The  speed  of  pe  Hudson  River  engines  is  often 
a  mile  j>cr  miniite  on  the  straight,  parts  of  the 
road,  and  fifty  miles  per  hour,  a$  an  average  of 
the  running  tim^  over  the  entire  length  of  the  road, 
the  disUnce  of  Ane  hundred  an(}  'forty-four  miles 
having  beenofttD  run  in  lessthai^  3  hours,  running 


time. 
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No  engine   linving    over  6  fft-t  G  inih 
is  used  on  any  road  running  out  of  Boston. 


drivers 
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Compiled  from  the  lalesl  retvms — corrected  every  Wedriesday — on  a  par  vidualion  of  $100. 


NAME  OF  COMPANY. 


stock  anil  Money  Market 

There  has  Ikicii  a  gradual  improvemeint  in  the 
money  market  since  our  last.    The  price^  o  stocks 

do  not  rule  niucli   higher,  but  the  remedy   or  the   Atlantic  and  St.  Lawrence.  . .  Maine, 
inflation  of  tlie  currency   is  beingsteadiljya :)plicd,   Androscoggin  and  Kennebec 
and  cannot  fail  soon  to  bring  abonta  beaHtln'  state   '  '  >  '^    " 

of  things.  With  weekly  returns,  theissi^es  of  our 
institutions  will  bo  re^Milated  by  the  wants  »f  bu- 
siness, rather  than  by  the  desire  to  raaV  e  noney 
by  over-banking.  It  is  sometiiing  to  correc  t  abu- 
ses where  they  arc  .seen,  aiul  the  promptiies  with 
which  they  were  acknowledged  and  metinith  i  pres- 
ent ca.se,  shows  the  e.\lstence  of  a  sound  senltin  ent  in  '  Portsmouth  and  Concord 

the  community,  and  the  ajiparent  ease  with  iviiich  '  Sullivan 

the  banks  have  strengthened  their  iM>sitio*,  ,  ,roves  I  £o""^'c''C"t  »"<!  Passumpsic. 


Kennebec  and  Portland. 
Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland, 

Boston,  Concord  and  Montreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence. . . . 
Nasliua  and  Lowell. 


N.H. 


o 

to 

I 


I  Rutland 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vemiont  Valley  . . 

ed  but  never  broken.     We  may  be  more  1  kdly  to  i  J^^f""  '"^"^  Lowell 

.  .  /.       I  Bo.ston  and  Mame . 


our  business  and  niercantilc  clas.scs  to 
healthy  condition.  The  rapidity  with  w 
conimit  mistakes  is  only    erjiialled  by  the 


with  which  we  correct  tlieni.  We  may  be  de 


ve 


conmiit  mistakes,  bul  we  ix-tricve  them 
than  another  |)Cople,  lor  the  reason  that 
more  inherent  strenglh  than  any  other. 

The  following  are  the  conii>arativc  staketiients 


Vt. 


1)(    in  a 

hi(  h  we 

cc lerity 


)ress- 


Mass. 


cker  ,  Boston  and  Providence " 

have   Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

of  the  banks  for  the  weeks  ending  Aug.  G,  lant  13 :  \  pj^]j  River ,  " 

Ang.  6.            Aug.  13.      Di  Jcr  !;we.  '  Fitchburg " 

«,2G(  1,213  New  Bedford  and  Taunton...  " 

*P0'  ,177  :  Norfolk  County " 

61,110  I  Old  Colony " 


Loans S97,80'.»,449   '.)4,G:33,282 

Siiecic 9,740,441    10,05:?,.518 

Circulation....      9,51:1,053     9,4ol,<»43 

l>epo.sits 60,579,797  67,401,504   3,^2*4,297 

*Increjiso. 

Some  of  the  fancy  stocks  have  shown  a  jcoi  isid 
erable  improvement.  Erie  has  advanced  si^ct  our 
)a.st  from  69K  to  72 


Taunton  Branch " 

Vermont  and  Massachusetts. .       " 

Worcester  and  Nashua " 

Western " 

I     ,  Stonington E.  I. 

Hudson  River  fioni  6t  to  Providence  and  Worcester...      " 


68)2  ;    Harlem 


The  tna  rket 


from  57)2  to   oSjo 
generally  has  an  upward  tendency.     Monej|  cinti 


crea- 


Canal Com. 

Hartford  and  New  Haven " 

':^J^:^i^:''^.^!j'j::^'''^i^f^^  UaSs;?t;n:.an;iVishkiii::  '- 

New  London,  Wil.  and  Palmer      " 
New  York  and  New  Haven ...      " 

Naugatuck " 

New  London  and  New  Haven.      " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City. .    N.  Y. 
Burtalo,  Corning  and  N.  York.      " 

Buftalo  and  State  Line 

Canandaigua  and  Niagara  F . 

Canandaigua  and  Eimira 

Cayuga  and  Susquehanna . . . 
Erie,  (New  York  and  Erie). . 

Hudson  River 

Harlem , 

Long  Island , 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal 

Rensselaer  and  Saratoga .... 

Rutland  and  Washington 

Saratoga  and  Washington. .  . , 

Troy  and  Rutland " 

Troy  and  Boston " 

Water  town  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  Ejist " 

Harrisburgh  and  Lancaster. . .       " 

Philadelphia  and  Reading " 

Phllad.,  Wilmln<toD  and  Bait.      " 


easier,  with  the  correction  of  the  evils  tha 
ted  the  present  stringency. 

So  intimate  now  are  the  relations  of  cora^c^ce, 
that  our  country  cannot  enjoy  the  highest  do,  ;ree 
of  ])ro.sperity,  without  a  corresponding  static  \  ith 
its  neighbors.  It  is  much  better  for  the  Un  ted 
States  that  there  should  be  a  good  wheat]  c  op 
than  a  bad  one,  in  England,  though  we  migl^t  s  ap- 
ply the  deficiency  at  goo<l  prices.  The  wheat  gr  >w- 
cr  might  profit  by  such  a  state  of  things,  hut  all 
our  other  interests  would  suffer  in  a  much  gvcn  ter 
degree.  A  short  crop  in  England  is  anotheri  w  >rd 
for  a  tig/U  money  market  in  EurojK*,  and  we  naw 
depend  .so  much  upOfi  foreign  capital  to  aid  lus  in 
carrying  out  our  works  of  public  iniprovetneit, 
that  any  considerable  abatement  of  the  ordon;  ry 
supply  would  be  severely  felt ;  not  so  much  bjy  <  ur 
works  that  are  completed,  as  by  those  just  jco  n- 
nienced  or  contemplated.  The  present  uns^ttl  ?d 
state  of  the  public  mind  in  Europe,  is  conseqtiei  it- 
ly  a  general  source  of  regret  in  the  United  Stat 's. 
We  have  no  direct  interest  in  the  result  of  t  le 
quarrel  now  going  on  in  the  Old  World,  and  it  is 
the  ambition  of  our  own  people  to  reduce  an  vn- 
i>cru pied  continent  into  subjection  to  onv  phvsU  nl 
wants,  rather  than  to  conquer  civilized  or  inhtib  t- 
ed  ones.  As  the  greater  part  of  our  peopl^  a  xj 
landholders,  and  as  «very  one  may  purchase 
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1,417,587  3,000,000  4,649,392' 
809,878  1,016,500  2,(m4,4'>K 
87G,«41  800,000'  2,180,000 
123,884!  1,459,384| 
291,200  In  progres 
622,20ff  2,640,217 
none.  :  1,486,000 
720,900i  3,002,094 


1,355,500 

227,981 

1,649.278 

1,485,000 

2,078,625 

3,016,634 

717,543 

600,0001 


none. 


661,214 
1,400,000 

1 I     673,500 

1,097,600  550,000  1,745,516 
2,486,000  2,429,100'  5,577,467 
8,500,000;  3,500,00012,000,000 

l,500,000i 1,500,000 

392,000      700,0001 


1,830,000 1,995,249 

4,076,974   150,000;  4,092,927 

3,160,3901   390,0001  3,546,214 

4,500,000!  425,000:  4,846,967 

421,295   171,800  633,906 

1,591,100   193,50(1  1,801,946 

2,850,000   500,000:  3,120,391 

1,050,000;   none,  j  1,050,000 

3,540,000   112,305;  3,623,073 

500,000;      none,     j  520,475 

547,015!      819,743  1,245,927 

1,964,0701      282,300.  2,293,534 

250,0001      none.  307,136 

2,140,5.36:  1,001,5001  3,203,333 

1,134,000|      171,2101  1,321,945 

5,150,00ffl  5,319,5201  9,953,769 


1,457,50(^ 
3,'06o',66b 


300,000,  1,731,498 
472,6661 


2,500,000 
In  progres 
558,861       800,000^  1,511,111 
3,000,000j  1,641,000'  4,978,487 

926,000'   440,000' 

750,500i   650,000!  1,380,610 
2,121,1101   701,600!  2,596,488 


900,000  1,550,000 


879,636 


872,000 
682,466 


2,550,600 
In  progres 

1,921,270 
In  progres 
987,627 


425,509 

687,0001  400,000!  1,070,786 
9,61 2,995;  24,003,8651 31  ,.301 ,806 
3,740.515  7,046,39510,527,664 


4,725,250 
1,875,148 


22,858,6001  2,111,824 


977,4631  6,102,935 
516,2461  2,446,391 


1,579,969 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 


200,233 
140,561 
133,338 
208,669 
15,694 
150,538 
305,805 
287,768 
328,782 


132,646 


495,397 


Leased  to 
Recently 


the  Vt.  Cent.  [102 
opened. 


388,108 
659,001 
4H9,656 
758,819 

60,743 
220,004 
488,793 
229,445 
574,674 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1,339,873 


253,690 


600,408 
329,041 
69,629 
114,410 
806,713 


, none  100 

80,053none:  36 

inone!  45 

!  6  100 

[nonej  40 

79,669nonel  41 
141,836  8  ;109 

55,266  5  47 
163,075!  6  59 
I  6^4   96i 

61,513;  8  109 

inone["«» 

none  1* 

none  41 

266,539  none'  30 
.  !  16 


I  none;  • 
none! 


130,881!  7><C'  99 
338,2151  7  ""106 
227,4341  6 
331,296!  7 

30,0661  2)4 

72,028!  6 
241,017  7}4 

99,589  8 
232,787  6 


87} 

101 
40 
65 
92 

105 
99} 


43,960  7X1117 
23,415  nonej  62 

101,510none   92 
24,399!  8 
18,648none 
66,9001  4K 

683,194]  6)4 


139,514|  6 

110 

332,223'nonc 
168,902none 
jnone 


428,173   7 


opened. 
116,966 


Recently 
267,561 
Recently  jopened. 

Recently  opened. 


18 
59} 
994 
674 


126 


104 


76,760   39,360 
74,241   23,496 
3,537,766,1,691,62 


1,063,669 
681,445 
205,068 


480,187 

90,616 

Recently 

213,078 


2,969,760'  5,133,834 

201,5001  607,803 

131,0001  849,776 

26,0001  774,495 

400,000'  1,250,000 

940,0001  1,8.32,945 

100,000!  329,577 

700,000!  1,043,357 

650,0001  1,693,711  225,152 
1  4,327,4"^  1,'<88,385 

128,0001  1,220,-325  149,941 

476,000,  3,245,720  603,942 

1,500,000'  2,379,880  260,899 

13,0001  1,265,143  118,617 


338,783 

324,494 

44,070 


195,847 
43,609 
opened. 

#96,737 


Recently  opened. 

173,545;  135,017 
Recently  'opened. 
Recently  opened. 


600,000 I   750,0OO!Recently 

783,950!   688,051'  1,609,494  200,249 


none 

none 
none 


none 
none 

7 
none 

6 
none 


none 

4 

none 


none 

none 
8 


116,706 
478,413  10 

79,252 

316,259 

124,740 

76,890 

opened. 

106,932 


6,656,332 10,427,800 17,141,987  2,480,626;l,251,987 
8,860,000)  2,408,276;  6,818^9*  967,786'  888,601 


45 
62r 
85 
65 
130 


68 

'62*4 
684 
68} 
314 

1134 
344 
70 


30 
38 

109* 
150 
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NAME  OF  COMPANY. 
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Pennsylvania  Central Penn.  250   9,768,155 

Philadelphia  and  Trenton "     |  30 

Pennsylvania  Coal  Co "       47 

Baltimore  and  Ohio Md.   381   9,188,300 


CI 

(( 


38 
57 
65 
27 
64 
73 
22 


1,372,324 

685,000 

76   1,000,000 

62  il, 328,722 

107  11,400,100 

60   3,000,000 

180,000 

1,338,878 


32 


1,004,231 
,3,858,840 


191    3,100,000 

!211    4,000,000 

ilOl  !l,214,283 

1  71   " 

i  60  I   686,887 

'  65 

:  93 

33 

88 

60 

80 
125 


776,259 
879,868 
688,611 


836,000 
2,093,814 
1,430,150 

367,218 


Washington  branch "     ,38    1,660,000 

Baltimore  and  Susquehanna..  " 

Alexandria  and  Orange Va, 

Manassas  Gap 

Petersburgh 

Richmond  and  Danville  — 

Richmond  and  Petersburgh . .  " 

Rich.,  Fred,  and  Potomac  —  " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C.il61 

Charlotte  and  South  Carolina.  S.  C.iHO 

Greenville  and  Columbia "     jl40 

South  Carolina "      242 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memi)his  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 

Nashville  and  ChattAuopga.  . .  " 

Covington  and  Lexington ....  Ky. 

Frankfort  and  Lexington "        29 

Louisville  and  Frankfort "        65 

Maysville  and  Lexiington. 

Cleveland  and  Pittsburgh ....  Ohio.ilOO 

Cleveland,  Painesv.  and  Ash..  "        71 

Cleveland  and  Columbus "      136 

Columbus,  Piqua  and  Indiana.  "      .... 

Columbus  and  Lake  Erie "        61 

Cincinnati.,  Ham.  and  Dayton  *'        60 

Cincinnati  and  Marietta "      .... 

Dayton  and  Western "        40 

Dayton  and  Michigan "        20 

Eaton  and  Hamilton "        36 

Greenville  and  Miami "        31 

Hillsboro "        37 

Little  Miami "       84 

Mansfield  and  Sandusky "      

Mad  River  and  Lake  Erie ...  "      167 

Ohio  Central "       67 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Toledo,  Norwalk  and  Clevel'd  "       87 

Xenia  and  Columbus "       54 

Evansville  and  Illinois Ind.     31 

Indiana  Central "      

Indiana  Northern "      181 

Indianapolis  and  Bellefontaine  "     i  83 

Lawrenceburg  and  Ind "     j 

Lafayette  and  Indianapolis .. .  "     '62 

Madison  and  Indianapolis "       88 

Peru  and  Indianapolis "       40 

Terre  Haute  and  Indianapolis  "     ;  72 

Rock  Island  and  Chicago "     ' 

Chicago  and  Mississippi. .....  "     I 

Illinois  Central 111.  ! ... . 

Galena  and  Chicago "     [92 

Michigan  Southern Mich.  315 


1,239,450 
8,"027',666 


1,694,000 
310,666 


187 


2,370,784 

900,000 

2,387,200 


1,760,700 


552,000 
1,092,137 


1,660,000 
632*387 


Michigan  Central. 

P»clflc Mo. 


1,932;361 
2,499.410 


282  .4,000,000 


•X3 
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s 


5,000,000 


9,827,123 


200,000 

563,666 
800,000 
446,036 

1,500,000 
120,000 

1,134,698 


300,000 
3,000,00c 


306,187 

1,214 

168,00( 


160,000 
400,666 


541,000 

850,000 

1,100,000 


1,371,000 
408,266 


906,000 
550*66ct 


1,000,000 
1,767,000 


2,460,000 


800,000 
119,600 


750,000 
663,i66 
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13,600,0001,943,827'    617,625:. 


19,542,3071,326,563;  615,384i  7 
1,650,0001  348,6221  216,237;  8 
j    413,673'    152,536|... 

In  prog.      ! 1  ■  • . 

In  prog,     j i I  •  •  • 


et 

.a 


99} 


64 


In  prog. 
1,100,000 
1,531,238 

In  prog. 

In  prog. 

In  prog. 

416,532 
2,905,574 


!• 


In  prog. 

7,002,396 
In  prog. 

3,378,132 

1,596,283 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


122,861'      74,ii3'none 
2.J4,376'    113,250   7 


176,485      74,902  none 

i inone 

80,776i ;12 

610,0381    153,898;  6 


1,000,717'    609,711,  7 


945,508 
934,424 
296,584 


105 


125 

122 


^08,625    8 
456,468:  7>^|.... 
153,697;  9     109 


129,395 


In  prog. 
In  prog. 
In  prog. 
584,902 


In  prog. 
2,963,756 


3,665,000 
In  prog. 


71,536,  8 


173,542;      76,079,  8 


87,421 


44,250| 


194,4291    123,306,  6 


777,7931   483,464|12 


2,600,0001    321,793;    200,967j. 

In  prog.     I 

925,000iRecently  |opened 
In  prog,     j 


In  prog. 
2,634,157 
1,866,000 
4,110,148 

In  prog. 


526,746!    314,670.  10 

! i.... 

640,6181    113,401.... 


In  prog. 


,  Recently  i  opened . 


1,317,140  Recently -opened. 


1,257,714 
In  prog. 


In  prog. 


237,606 


Recently 


136,363 


16 


9pened. 


2,400,000 
In  prog. 
1,353,019 


Recently  opened.    1.... 
616,4141    268,076,  10 


105,9441      71,446   4 


500,000 
2,629,000 
4,067,396 


In  prog,  j 
6,430,246 
8,614,198 


473,548i 
692,187 


286,162 
293,046 


80 


96 


132 


116 

T2i 
80 


70 


im 
95' 

96* 


160 


76 

85* 
168 


.j. 


.i.M.j 


136 
124 
128 
il09 
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Total  import's 
Total  exports 
Total  specie 
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hundred  acres  of  laud  for  as  many  dollars,  nearly 
every  person  in  he  community  feels  a  desire  for 
that  state  of  thin  ^  that  shall  promote  in  the  high- 
est degree  the  va  lue  of  what  he  poaseses.  This  feel- 
ing is  the  great  ( ;onservative  principle  in  the  Uni- 
ted States,  and  :  nakex  our  government  stronger, 
and  the  present  t-atus  of  society  more  stable,  than 
in  any  country  ii  the  Old  World.  This  fact  is  be- 
ginning to  be  ret  lizetl  both  in  thi$  country  and  in 
Euroi>e,  and  we  entertain  no  doqbt  that  capital 
will  continue  to  flow  hither  in  afi  increased  vol- 
ume,— the  great"  ir  the  prosperity  ib  the  Old  World. 
The  imports  for  August  look  better  than  for 
previous  month  1,  which  showed  ja  very  large  in- 
crease over  thosj  of  1852.  The  imports  for  the 
week  ending  Au  ^ist  13,  were  as  fiollows : 

1852.  1853.  Decre'se. 

Dry  Goods t2,044,948  2)036,665       8,283 

Other  Goods. . .  J . . .    2,364,519  1^416,582  947,937 


..S4 ,409,467  3;453,247  1»66,220 
. ..      671,797  11047,682 
. . .      800,000     »33,709 


For  the  two  m  eeks  in  August  tpe  figures  are  as 
follows,  August  kst  to  13th. 

Imports S7 ,.358,098  6[840,891  517,207 

Exports  produc<  ....    1,380,084  21387,9:^8 

Exj>ort8  specie 1,720,232      838,939  881,293 

The  decrease  n  imports  is  over  half  a  million, 
and  the  increase  in  exports  of  produce  over  $1,- 
000,000,  as  compared  with  tbe  corresponding  pe- 
riod of  last  yean.  ' 

Should  a  goo4  demand  sprittgjup  for  our  agri- 
.cultural  products,  it  would  increase  our  exports 
Tery  largely.  Tjhe  wheat  has  pro!ved  a  good  aver- 
age crop  for  the  I  whole  country,  aftd  has  been  well 
secured.     Other  grain  crops  are  l<>oking  well. 

The  increase4  value  of  the  arjticle  of  railroad 
iron  continues  tt)  swell  the  value  of  our  imports 
considerably.  The  following  statement  will  show 
the  amount  and  |>-alue  of  importation  into  the  |K>rt 
of  New  York,  siricc  July  1, 1863,  a^  compared  with 
for  the  pasty  eaii: 
1852.  1863. 

Value.        Bars.        Value. 
$457,11^    124,682     S909,943 
311,14fl    2.3^,288    1,780,575 
366,029      74,162       666,461 


tbe  importations 


Ban. 
1st  quar..  126,7  12 
2nd.  do  ..   76,519 
To  Aug.  13  85,9<.0 


ToUl. 


.289.3: 


Sl,134,286  438,132  S3,255,979 
289,321  $1,134,286 


Increase I 148,811  $2,121,693 

The  earnings   t)f  the   Cincinnati,  Hamilton  and 

Dayton  R.  R.  C>.,  for  six  monttis  ending  July, 

were  as  follows : 

1852.  1863. 

February J.  ..$14,270  60  $27,389  76 

March 19,067  29  .^'),364  68 

April 20,481*28  36,051  83 

May 22,70115  35,06110 

June 24,096  15  32,302  93 

July j. 26,801  15  34,203  47 


8126,917  52  $200,373  77 
Increase  $73,466  25,  nearly  58  per  cent. 
The  earnings  of  the  Ogdensburgh  R.  R.  for  Ju 
ly  were— throug  i  freight,   $24,889.08  ;  local  fre't 
Slo,-^5.26;  p;issjugers  $13,078.68;  miscellaneous 
$211.67— $53,601.64.     Increase  over  July  1851, 
$24,152.70;     increase    over      July     1852,     $3, 
669  28. 

The  earnings  <  f  the  Pennsylvania  Cent,  road  for 
July,  were  $157,244,  against  $112^79  same  month 
last  year. 


r\7- 
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The  revenue  of  the  Batimore  and  Obi »  Rail- 
road for  the  month  of  July  has  been  as  fol  ows  : 

ToUl 


Main  Stem  Wash  ton  Br'h 
For     Passen- 
gers ....  $42,313  70    S21,874  66 
For  Freight.   121,826  72      '  5,296  10 


AMERICAN    RAILROAD    JOURNAL: 


^6< 
157 


,18886 
,122  91 


ToUl. . .  $164,140  42  $27,170  86  $19:  ,311 27 
As  compared  with  the  receipts  of  Ji^ly  1852, 
the  increase  of  revenue  of  the  road  is  $^5,'  23  66. 
The  whole  of  this  increase  is  derived  fr<  m  the 
biisincss  of  the  main  stem,  the  r^ce  pts  of 
the  Washington  branch  in  July  of  i  '5  2  ex- 
ceeding by  $1,494  82  those  of  the  pa|t  month 
and  thus  making  the  total  increase  Of  i  ecrpts 
from  the  main  stem  $67,218  46.  The  r<Jce  pts  of 
July,  1852,  were  as  follows  :  On  the  mnir  stem 
$28,205  20  for  pa-ssengers,  and  $78,716  !6  for 
freight  making  $106,922  06;  and  on  the  Wa  shing- 
ton  branch  $24,616  77  for  passenger,  and  S  4,148- 
«0  for  freight— making  $28,666  67.  The  gross 
receipts  $136,687  63.  | 

Baltlmor*  anU  Ohio  P«ssc»j(er  BngI  %•». 

The  late  passenger  engines  constructedl  b  r  Mr. 
8.  J.  Hayes,  master  machinist  of  this  road  have 
the  following  arrangement  and  dimensionf : 

Inside  connected ;  four  drivers  and  truck ;  adap- 
ted to  bum  coke  ;  have  lull  stroke  pump^ ;  (  enter 
bearing  trucks,  lap  valves,  etc. 

16  inch  cylinder,  20  inch  stroke,  6  feet  di  ivcrs. 
Diameter  of  boiler  48  inches,  and  contain  3  151 
tubes,  2  inches  diameter  and  9  feet  3  inches  long. 
Grate  48  inches  long  by  42  inches  wide,  g^vi  ig  14 
square  feet  of. surface.  This  extremb  vidth 
of  grate  is  had  without  any  reduction  of  tte  vidth 
of  the  water  spades  around  the  furnace,  t|ier  s  be- 


ing 2%  inches  on  each  side.     The  framel  is 


quite 


deep  and  thin,  and  there  is  but  a  single  s^rii  g  on 
each  side,  which  is  suspended  upon  the  fui  aace, 
the  thickness  of  iron  being  doubled  wlier  J  the 
spring  is  attached. 

The  steam  ports  are  12  inches  by  1  inch.  The 
exhaust  pipes  2*/8  intih  diameter  each.  Th^  w  ;ight 
of  the  whole  engine  is  45,000  lbs.,  of  wljicl  29,- 
000  lbs.  are  on  the  drivers.  1 

These  engines  are  very  strongly  built,  afid  lave 
been  tested  and  found  to  take  eight  pj»ss«ngcr 
cars,  of  eight  wheels  each,  and  one  eigh^  v  heel 
baggage  car,  up  an  eighty  feet  grade  at  2D  i  ailes 
per  hour.  This  is  an  extremely  good  perfojmj  nee, 
but  is  not  beyond  what  an  engine  of  the  drnen- 
sions  specified  should  do,  if  in  the  best  ort^er  and 
operated  under  favorable  circumstances. 

A  SabJ«et  for  8t«amboat  Insp«cto  ra. 

Riding  down  from  Piermont  the  other  ila;  in 
the  steamboat  "  Isaac  P.  Smith  "  wel  n  )tic- 
ed  a  little  specimen  of  carelessness  deser  nng 
the  censure  of  every  passenger.  The  safety  v  ilve 
lever,  upon  which  is  a  strain  of  1200  lbs.  jat  the 
fulcrum,  is  secured  by  a  stand,  which  is  held!  to  the 
flange  of  the  safety  valve  seat  by  two  bolts^  <  ach 
half  an  inch  in  diameter  at  the  bottom  of  the 
thread,  and  passing  through  but  little  mor*  t  lan 
half  of  the",  thickness  of  their  nuts,  the  la  tter 
being  each  half  an  inch  in  thickness.  Thfc  »his 
also  which  passes  through  the  lever  to  secuk-e  the 
valve  spindle,  has  no  wires  or  nuts  to  hoU  it 
and  is  quite  free  to  become  knocked  out  of  ipl  ice. 
The  steam  pipe  and  safety  valve  stand  look  v  orn 
and  deeply  rusted.  The  life  preservers  ar«i  sr  ug- 
ly stowed  away  over  the  boiler,  in  just  thei  I  ast 
accessable  place  in  case  of  fire,  explosion  or  ,co  Ub- 


sion.  As  much  indignation  is  usually  shown 
after  the  occcurrence  of  accidents,  upon  steam- 
boats or  railroads,  we  would  express  a  gentle  ad- 
monition iM-forr  the  possible  occurrence  of  what 
may  prove  a  serious  accident. 

Hm^r  OrUana,  Opelauaas  and  Ot.  AVeatera 
Kallroad. 

We  learn  that  the  directors  of  this  road  have 
contracted  with  Messrs.  Hacker  &.  Riker,  of  Char- 
leston, S.  C,  to  supply  all  the  cast  iron  work,  cars, 
both  passenger  and  freight,  that  may  be  required 
upon  the  road.  In  consequence  of  this  contract, 
Messrs.  Hacker  &  Riker  will  erect  a  branch  of 
their  establishment  at  Algiers,  opposite  N.  0.,  to 
be  near  at  hand. 

The  iron  has  already  been  laid  some  fifteen 
miles  upon  this  road,  and  it  is  expected  that  ere 
long  the  laying  of  the  rails  will  be  prosecuted  at 
tlie  rate  of  seven  miles  per  month.  The  road  is 
very  favorable  for  construction,  the  grade  in  some 
two  hundred  miles  not  reaching  five  feet. 

Richmond  laad  Peterabnrgh  Rallroad« 

The  Richmond  Times,  says.  "  We  are  gratified 
to  learn  that  the  Board  of  Directors  of  this  com- 
pany held  a  meeting  yesterday  and  resolved  to 
contract  with  Joseph  R.  Anderson,  Esq.,  for 
eleven  hundred  tons  of  T  rails  in  addition  to  six 
hundred  tons  contracted  for  at  their  last  meeting 
— making  in  all,  seventeen  hundred  tons  to  be 
furnished  by  the  Tredegar  Works  of  this  city. 
This  is  in  addition  to  three  hundred  and 
twenty-seven  tons  of  English  rails  already  pur- 
chased— making  two  thousand  and  twenty-seven 
tons  in  all — a  quantity  sufl[icient  to  relay  the  main 
track  between  Richmond  and  Petersburgh,  and 
also  the  port  Walthall  Branch  Road.  The  work  of 
laying  down  this  superior  rail  will  be  commenced 
at  once,  and  when  completed  will  render  this  road 
one  ol'  the  best  in  the  country. 

We  are  also  gratified  to  learn  that  Mr.  Thomas 
Dodamead,  the  excellent  and  faithful  Superintend- 
ent of  the  road,  has  been  induced  to  reconsider 
his  determination  to  sever  his  connection  with  it, 
and  will  continue  in  the  service  of  the  compahy. 
He  had  been,  as  has  been  already  stated,  selected 
by  the  Board  of  Directors  of  the  Richmond  and 
Danville  Railroad  Company,  to  succeed  Mr.  Os- 
borne as  Superintendent  of  Transportation  on 
that  road,  but  has  declined  the  post." 


Balancing  JLoeomotlve  Drl-rera. 

FROM  D.  K.  Clark's  railway  machinery. 
[Continued  from  page  524.] 

INTERNAL        DI8TCRBI.NG        FORCES METHOD     OF 

balancing    by    COUNTERWEIGHTS. 

From  what  has  been  stated,  the  longitudinal 
and  lateral,  or  horizontal  action  of  the  internal 
forces,  are  those  alone  which  materially  afiect  the 
stability  of  the  engine,  and  it  is  to  the  correct 
balancing  of  these  forces  that  we  have  now  to 
direct  attention.  The  action  of  the  reciproca- 
ting masses  was  fonnd  to  be  identical  with  the 
horizontal  action  of  the  revolving  masses,  wanting 
the  vertical  action  of  the  latter ;  therefore  happi- 
ly, the  same  means  may  be  employed  to  balan- 
cing the  whole  revolving  and  reciprocating  weights, 
— namely,  Feruihough's method  of  counterweights 
attached  to  the  wheel,  and  opposed  to  the  cranks, 
and  weightif  enough  to  balance  not  merely  tkt  crank, 
pin,  and  one  half  the  connecting  rod,  bulalso  the  other 
half  with  the  piston  and  appendages.  That  part  of 
the  counterweight  which  balances  the  piston,  de- 
velopes  of  course,  a  superfluous  vertical  action  in 
virtue  of  its  centrifugal  force  ;  but  vertical  action, 
we  have 'seen,  harmless  to  the  stability. 


Were  the  balance  to  be  applied  at  the  same 
pan  of  the  axle  as  the  center  of  the  crank-pin 
and  cylinder,  the  same  counterweight  would  ex- 
actly destroy  both  the  erratic  movements,  longitu- 
dinally and  laterally,  caused  by  the  mechanism. 
In  practice,  however,  while  the  weight  works  in 
the  center  line  of  the  cylinder,  the  counterweight 
is  for  convenience,  applied  to  the  wheel,  between 
the  spokes  ;  and  as  sinuous  motion  is  caused  by 
and  increases  with  the  leverage  of  the  swinging 
masses,  which  is  measured  by  the  distance  of 
their  line  of  action  from  the  middle  of  the  axle, 
it  follows  that,  to  have  perfect  equilibrium  lateral- 
ly, the  counterweight  for  outside  cylinders  most 
be  greater,  and  for  inside  cylinders  less  than  the 
moving  weights  referred  to  the  crank-pin.  Where- 
as, to  neurtalise  exactly  the  longitudinal  action, 
which  is  independent  of  leverage,  an  equal 
counterweight,  referred  to  the  crank-pin,  must  be 
applied  in  all  cases.  It  will  be  shown  that  some 
latitude  may  be  admitted  in  practice,  for  the 
mutual  adjustment  of  these  claims,  after  inves- 
tigating the  conditions  of  lateral  equilibrium  for 
ditferent  classes  of  engines. 

Conditions  of  Lateral  Equilibrium  in  OiUsidc- 
Cylinder  Single  Engines. — Let  a.  b,   fig.  12,  be 

Pig.  ll.—Sc*le  1-96<A. 


Outside  Cylinders — Diagram  to  shoir  the  Action 
of  the  Internal  Disturbing  Farces. 
the  cylinder  of  our  sample  engine,  fig.  1,  c,  d, 
the  wheels,  and  b,  f,  the  centre  line  of  the  axle  ; 
let  w  be  the  weight  of  the  piston  and  appendages, 
aconnecting  rod,  and  half  the  crank-pin, 
which  act  in  the  centre  line  of  the  cylin- 
der B  ;  and  v  the  weight  of  the  inner  half  of 
crank-pin,  and  the  crank  referred  to  the  pin,  act- 
ing in  the  body  of  the  wheel  u.  Then,  w,  over- 
hanging the  wheel  d.  acts  partly  on  the  wheel  c, 
and  for  perfect  balance,  must  be  met  by  suitable 
counterweights,;/?',  vi",  on  opposite  sides  of  the 
two  wheels  as  illustrated  in  fig.  13.  The  arrows 
w,  w',  w",  fig.  12,  show  the  action  of  the  axle 
in  resisting  the  three  centrifugal  forces  developed 
by  the  counterweights  in  motion,  and  which  also 
balance  at  all  speeds.  The  counterwight  w', 
fig.  13  referred  to  the  crank-pin,  is  greater  than 
the  weiget  w,  by  as  much  as  w",  referred  to  the 
crank-pin  ;  that  is  : 

Pig.    13. 


\Vr 


J)«r 


Outside  Cylinders. — Internal  Disturbing  Forces 
and  Counterweights, 
w'—w'-j^w",  and  therefore  n"'=w' — w. 
Also,  the  product  of  the  weight  w',  by  its  distance 
along  the  axle  line  from  w,  is  equal  to  that  of  w" 
into  its  distance  from  tc  ;  or  putting  the  width  a- 
part  of  the  cylinder  centres  =  h,  and  that  of  the 
wheel  centres  =  h,  we  have 

^  (H-f-A)  w"=}4  (h— *)  w'   ' 

doubling  both  sides,  and  putting  for  w"  its  value 
as  above,  we  have 

(h-(-A)  (w' — w)—{h — h)w';     . 
therefore  ...  ...•■: 

H-|-A  H — A    ■  ■■  ^  •  "  '■ 

10' mz to,  and  w"k=  —^—  w  j 

2h  2A 

that  is,  the  weight  w',  referred  to  the  crank  pin,  is 


^     .ILM^WU   «'  I'll  ■'^Vf^BTi?;'-.'!?  '^*  ■ 
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equal  to  w  multiplied  by  the  sum  of  the  widths  of 
the  cylinders  and  wheels,  and  divided  by  twice 
the  width  of  the  wheels ;  w",  likewise  is  equal  to 
tc  multiplied  by  the  difference  of  widths,  and  di- 
vided by  twice  the  width  of  wheels.  It  may  be 
noted,  also,  that  the  two  weights  w',  ir",  on  the 
near  and  off  wheels,  are  to  each  other  as  the  sum 
and  the  diflerence  of  the  widths  of  cylinders  and 
wheels.  Adding  the  weight  of  the  crank  and  half 
the  pin  r,  as  above,  we  have  w'-f-r,  for  the  whole 
counterweight  on  the  wheel  d. 

Reasoning  in  the  same  way  for  the  cylinder,  a, 
we  should  find  for  each  wheel  two  counterweights, 
the  greater  —w-j-v,  to  meet  the  action  from  the 
near  cylinder,  and  the  less  =?/*",  at  right  angles 
to  it,  to  meet  the  action  from  the  off  cylinder,  re- 
ferring everything  to  the  crank  pm.    Thus  in  fig. 

FHg.U. 


OiUside  Cylinders. — Diagram  to  find  fhc  counter- 

ireight  in  the  wheel. 
14,  showing  the  right  hand  wheel  d,  from  the   in 
side,  the  larger  weight  would  be  located  at  c,  op- 
posed to  the  crank,  and  the  smaller  at  c'  at  right 
angles  to  it,  and  coinciding  in  end  view  with   the 
left  hand  crank.     These  two   weights  may  bo  re- 
placed by  a  single  weight  at  c,  of  which  the  mag 
nitude  and  position  are  given  by  the  diagonal  o  e 
of  the  rectangle  formed  on  the  two  sides  o  d,  o  c', 
proportioned  by  any  convenient  scale,  to  represent 
by  their  lengths  the  respective  weights  c,  c'. 

Applying  this  process  to  the  engine  before   us, 
the  total  weight  is  540  lbs.,  of  which  ir—i2S  lbs., 
and  i'.::^117  lbs. 
Then 

(74-f-56) 

w= 423=496  lbs.;  w'-fv=613  lbs.: 

2X56 
and 

(74—55) 

w"= 423=73  lbs. 

2x55 

Thus  we  have  613  lbs.  and  73  lbs.  for  the  elemen- 
tary counterweights  in  each  wheel,  for  which  the 
single  equivalent  counterweight  is  found  by  the 
process  of  the  rectangle  to  be  G17  lbs.,  referred  to 
the  crank  pin,  placed  at  an  inclination  of  7°  with 
the  line  o,  c,  nearly  opposite  the  near  crank,  and 
tovards  the  off  crank. 

In  practice,  as  shall  afterwards  be  found,  it  is 
not  necessary,  for  outside  cylinders,  coupled  close 
to  the  wheel,  to  take  accoimt  of  the  greater  width 
apart  of  the  cylinders  with  respect  to  the  wheels ; 
nor  of  the  small  angle  of  divergence  of  the  coun- 
terweight from  the  center  line  of  the  crank  produ- 
ced across  the  wheel-center.  It  is  sufficient  to  ap- 
ply to  the  wheel  directly  opposite  the  crank,  a 
weight  to  balance  the  sum  of  the  reciprocating 
weights,  at  the  crank  pin,  which  is,  in  the  example 
before  us,  540  lbs.  It  is  only  in  cases  of  extreme 
difference  of  widths,  that  the  foregoing  method  of 
investigation  need  be  employed. 

OiUside-Cylinder  Coupled  Engines. — These  ma- 
chines, with  coupled  wheels,  arethemost  unstable 
of  all,  when  unbalanced,  as  the  coupling  rods  in- 
crease the  usual  revolving  and  reciprocating  mass 
for  a  single  engine,  to  double  the  amount ;  and  the 
cylinders  are  farther  apart  than  in  single  engines, 
to  admit  the  coupling  rods  inside  the  connecting 
rods.  Moreover,  the  wheels  are  of  smaller  diame- 
ter, and  demand  more  rapid  reciprocations  of  the 
piston  for  given  speeds.  The  counterweights  are 
consequently  enormous. 


In  the  goods  engines  made  by  Gouin  &  Co.,  for  I 
the  Lyons  railway,  with  four  wheels  coupled  in| 
front  of  fire-box,  the  masses  to  be  balanced,  refer- j 
red  to  crank  pin,  were,  for  the  respective  wheels; 
on  each  side  as  follows : — 


Driving  wheels. 

Crank 66  lbs. 

Pin 73 

Connecting  rod 288 

Piston 401 

Coupling  rod,  209  lbs.,  1 

distributed  between  >  121 

the  two  wheels.        } 


Leading  wheels. 
88  lbs. 

22 


899  lbs. 


198  lbs. 


1097  lbs.  or  fullv 


Total  for  each  side  of  > 

engine,  \  '" 

9%  cwts. 

With  wheels  only  5  feet  3  inches,  and  large  naves, 
more  than  three  spaces  between  the  arms  are  re- 
quired to  contain  the  balance  necessary  to  meet  the 
load  on  the  driving  wheel;  it  is  better  to  relieve 
the  wheel  by  transferring  one-half  of  the  counter- 
weight lor  the  reciprocating  masses,  to  the  leading 
wheel.     The  reciprocating  weight  is  as  follows : 

Piston  and  appendages 401  lbs. 

Half  the  eonnectiiig  rod 119 

Total , 520  lbs. 

One-half  of  this,  or  260  lbs.,  is  to  be  balanced  at 
the  fore  wheels ;  and  the  modified  loads  for  the 
respective  wheels,  are 

Driving  wheel  (899—260) 639  lbs. 

Leading  wheel  (198-f260) 458  lbs. 


Total,  as  before . 


1097 


This  transfer  of  duty  only  increases  the  labor  of 
the  coupling  rod  to  a  small  extent ;  and  it  has  the 
advantage  of  distributing  the  vertical  action  of  the 
counterweight  between  the  two  wheels,  and  re- 
ducing the  local  wear  of  the  wheel-tires. 

The  outside  cylinder  goods-engine,  Crewe,  with 
four  coupled  wheels,  contrasts  very  favorably  with 
the  engine  now  discussed,  as  the  total  weight  of 
the  disturbing  masses  is  546  lbs.,  or  4cwt.  (]^lbs., 
— only  one-half  of  the  other.  This  shows  what 
can  be  done  by  a  careful  study  of  proportions,  and 
attention  to  the  real  necessities  for  strength  of 
parts. 

Six-conpled-wheel  engines  involve  still  greater 
disturbing  masses  than  those  with  four  wheels  cou- 
pled. In  the  goods-engines  of  the  Northern  rail- 
way of  France,  with  six-coupled  4  feet  wheels,  all 
forward  of  fire-box,  by  Derosne  &  Call,  the  weights 
were,  for  each  side  of  the  engine,  as  follows  : 

Driving 695  Iba. 

Leading 165 

Trailing 176 

Total 1036  lbs. 

or  9}^  cwt. 

In  this,  as  in  Gouin's  engine;  the  balance  for  the 
reciprocatuig  mass  must  be  distributed  equally 
between  the  three  wheels,  to  secure  the  most  fa- 
vorable action.  | 


JHemptais  and  Grancda  Rallr*ad« 

We  learn  that  the  organization  of  a  company  to 
construct  a  railroad  between  these  i>oinls,  to  be 
called  the  Mississippi  and  Tenes.see  Railroad  Com- 
pany has  been  completed.  This  will  form  a  con*- 
nection  in  a  through  line  from  Memphis  to  New 
Orleans. 

A  board  of  Directors  was  elected  on  July  4th. 
consisting  of  J.  M.  Patrick  and  Henry  C.Walker 
of  Memphis  ;  Gen.  J  C.  N.  Robertson  and  Dr. 
Henry  Dockery,  of  De  Soto  ;  Maj.  Bradford, 
David  S.  White,  and  Franklin  White,  of  Panolo 
Judge  Bennett  and  John  C.  Broadie,  of  YallaJ 
busha  coimty. 


.;.-«.- .iX -J.^^  • 


Rnklroad  AccideMt«> 

"  It  is  stated  tpat  orders  have  been  given  by 
the  Camden  andJAmboy  Railroad.  Company,  that 
in  approaching  prit'ges  where  draws  are  used, 
the  train  shall  b4  stopped  so  that  the  fireman  can 
get  out  and  wali  over  the  bridge  ahead  of  the 
train,  and  get  on  again.''  j 

In  view  of  th*  recent  accident  on  this  road  we 
would  ask  why  i  person  is  not  employed  to  walk 
over  the  length  lof  the  road,  in  advance  of  each 
train,  so  as  to  rbport  danger.  Had  the  firemen 
of  the  New  Vork  train,  at  the  tinie  of  the  recent 
melancholy  accident,  been  walkinjg  ahead  of  the 
engine,  we  are  sj>re  the  accident  pould  not  have 
hapjtened.  Itisitrue,  were  this  c^istom  observed, 
the  trains  would  be  nearly  24  hours  in  passing  be- 
tween New  Vork  and  Philadelphia,  but  all  should 
acknowledge  thkt  the  system  of  safety  relied 
upon  at  draw  br^ges  is  none  too  tcautious  for  the 
most  part  of  the  ientire  road. 

Wc  hear  the  question  daily,  a>|  one  sad  catas- 
trophe succeeds  ^mother,  "arc  there  no  means  of  • 
stopping  this  wofk  of  destruction  3  Must  railway 
travelling  become  an  even  chance  of  life  ordoathl" 
We  do  not  belieVe  however,  that  the  mass  of  our 
people,  those  who  are  carried  d;^Iy  on  our  rail- 
roads, are  ignor^int  of  the  means  of  safety.  A  no- 
vice in  railway  luanagcment,  the  passenger  plan- 
ning methods  fot  his  own  safety,  would  say,  give 
us  a  double  trac^,  an  electric  telegraph  accessible 
at  each  station,  Mgnals  that  can  be  seen  and  un- 
derstood, and  so|ber  men,  and  we  will  venture  the 
risk  of  accidcutej.  Any  one  can  uAderstand  that  if 
danger  threaten^  a  train,  it  may  be  averted  by 
timely  informatton.  There  would  be  no  risk  if 
two  trains  were  lapproaching  eacfti  other  at  great 
speed  on  a  single  track,  provided  both  trains  are 
apprised  of  it  wtile  half  a  mile  apart.  The  idea 
of  despatching  strain,  at  forty  miles  an  hour,  over 
a  single  line  of  nils,  without  any  further  know- 
ledge of  the  stae  of  the  roatl  than  it  can  learn  in 
passing  each  successive  portion  of  it,  is  a  manifest 
and  wicked  absurdity.  It  is  an  insane  idea,  and 
yet  distinguished  railway  manage^  of  reputed 
sanity,  adopt  it  Their  precautionary  measures 
for  safety,  consi:  t  of  such  lame  regulations  as  the 
Camden  and  Am  boy  and  the  New  Haven  railroad 
companies  have  adopted.  Their  whole  system  of 
conducting  a  tra  in  is  deficient,  and  yet  they  show 
surprise  when  i  n  accident  follows,  and  frame  a 
regulation  of  ext  ra  stringency  for  the  special  case 
under  which  thj  it  accident  occurred.  When  the 
Camden  and  Am  boy  train  ran  offatRancocasdraw 
they  fixed  the  r  ;gulation  quoted  at  the  head  of 
this  article,  bat  low  their  eyes  ace  opened  to  ano- 
ther calamity  ft  om  which  that  regulation  could 
not  save  them.  It  is  only  showing  them  another 
weak  point  in  tl  leir  management] 

When  public  opinion,  aided  by  the  weak  ver- 
dicts of  a  corone-'s  jury  (appreciating  only  indirect 
causes)  shall  fre  i\\  absolve  the  great  monopoly 
from  the  respons  ibility  of  a  double  track  between 
the  two  greatest  cities  in  the  western  hemisphere, 
communicating  { n  ninety  miles  with  a  local  popu- 
lation of  upwan  Is  of  one  million  of  inhabitants ; 
when  the  same  i  ;ompariy  are  told  indirectly  that 
signals  and  telegraphs  arc  no  means  of  safety,  but 
that  the  whole  cBiuse  of  the  death  of  some  half  do- 
zen beings,  "was  owing  to  conductor  Somebody's 
watch  being  twebty  minutes  slow," — can  we  then 
wonder  at  the  appalling  frequency  of  accidents  1 
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Hortla  CarolUut* 

There  are  'm  North  Carolina,  about  jlOO  miles  of 
railroad,  made  as  follows  : 

The  Wilmington  and  Raleigh,  162  niiles,  the  Ra- 
leigh and  Gaston,  84  miles,  and  the  p  >rtion  of  the 
Wilmington  and  Manchester  Ij-ingwitl  in  the  State, 
over  60  miles — being,  of  themselve  i,  over  300 
miles  in  operation,  Besides  these,  th  are  are  the 
roads  connecting  Gaston  with  Weldoi ,  and  with 
the  junction  on  the  Petersburg  road- -amounting 
to  about  30  miles — and  the  portions  o "  the  Ports- 
mouth and  Roanoke,  the  Petersburg  ai  d  Roanoke, 
and  the  Charlotte  and  South  Carolina,  which  fully 
bring  up  the  miles  of  roads  in  operatio  i  within  the 
State  to  the  figure  named.  The  numl  er  of  miles 
in  course  of  construction,  or  proposed  o  be  made, 
also  exceed  the  500  miles  given — 220  i  liles  of  the 
Central  far  advanced  to  completion,  an  1  of  which 
between  50  and  60  will  be  finished  by  April  next 
— the  laying  of  the  iron  having  been  c  »mmenced, 
— its  proposed  extension  east  to  Bej  ufort,  and 
west  to  the  Tennessee  line,  the  surveys  for  which 
were  authorized  by  the  Legislature,  vhich  will 
considerably  exceed  three  hundred  niih  s ;  and  the 
Fayetteville  and  Western  railroad — for  which  the 
stock  is  all  taken — and  which,  with  its  branches, 
or  extensions,  will  certainly  go  over  5b  miles — 
making,  in  all,  much  nearer  seven  haonred  than 
five  hundred  miles. 

When  these  facts  are  taken  into  cor  sideration 
with  the  large  amount  of  plank  roads  :  nade  and 
being  made,  it  will  be  seen  that  North  C  arolina  is 
far  from  being  so  backward  in  the  race  oi  improve- 
ment as  is  generally  supposed.  The  sii  igle  town 
of  Fayetteville  has  more  miles  of  plank  road  con- 
nected with  her,  than  almost  any  other  State  in 
the  Union  can  boast. 


Kenosha   and  Bclolt  Rallroi  d. 

We  have  a  copy  of  tho  report  recently  made  by 
Alex.  C.  Twining  Esq.,  Chief  Enginetr  of  this 
road,  containing  reports  of  the  surveys  i  lade  for 
its  location.  Of  the  three  routes  surv  syed  the 
shortest  and  most  favorable  is  46.57  miles  in 
length,  has  1213.50  feet  of  total  ascent  ind  des- 
cent, a  total  curvature  of  633,°  of  wb  ich  5.55 
miles  are  of  1°  curves,  and  3.22  miles  of  I  °,  leav- 
ing 37.8  miles  of  straight  line.  The  estii  aate  for 
grading,  masonry,  budging  and  balhistng  for  this 
route  is  8288,171  43  or  85,956  07  per  m  le,  while 
the  entire  cost  of  road  equipment,  and  aU  tions  is 
put  down  at  81,067,131  83. 

The  distance  by  this  route  from  Kenosha  har- 
bor to  the  Southern  Wisconsin  Railroad  a\  Janes- 
Tille  is  68.12  miles. 


'Wlseonaln* 

Mineral  Point  Railroad. — From  the  rci  ent  re- 
port of  this  company  we  learn  the  length  of  the 
road  under  contract,  from  Mineral  Point  .hrough 
Darlington  and  Gratoit  to  the  connection  \  ith  the 
Illinois  Central  Railroadis  31.7  miles.  Unper  pre- 
sent contracts  and  estimates  the  road  wi  II  cost, 
completely  equipped,  8522,668.  The  i  hortest 
curves  will  have-4146  feet  radius,  the  I  eaviest 
grades  will  be  53  feet  per  mile. 
The  means  for  the  construction  of  the  r(  ad  are, 

in  Stock  subrcriptions $  36,800 

Iowa  County  Bonds 150,000 

First  Mortgage  bonds  on  whole  road  and  I 

equipments,  810,000  per  mile :  117,000 


t  02,800 


Railroad  Items. 

At  a  meeeting  of  the  Directors  of  the  Whitehall 
and  Platt.sburgh  Railroad,  recently  held  at  Troy 
the  report  of  the  engineer  was  read.  The  cost  of 
the  road  i.s  estimated  nt  two  and  a  half  millions  of 
dollars.  The  Port  Kent  route  was  reported  as 
two  miles  less  in  distance,  and  16  feet  more 
favorable  grade  than  the  Kecseville  route.  Messrs. 
Schuyler  of  New  York,  Ferriers  of  Montreal, 
Myers  of  Plattsburgh,  Richards  of  Troy,  Ham- 
mond of  Crown  Point,  and  Green  of  Keesville, 
were  appointed  to  examine  and  report  on  this 
question.  The  Committee  will  meet  at  Keesville 
in  two  or  three  weeks. 

The  Terre  Haute  and  Alton  Railroad  Company 
have  just  put  forth  their  Annual  Report,  in  pam- 
phlet form.  Six  members  of  the  Board  are  of 
the  State  of  New- York— Messrs.  E.  C.  and  E.  B. 
Litchfield,  John  B.  Jervis,  F.  C.  Durant,  John 
Stryker  and  Henry  Ten  Eyck.  The  line  of  the  Road 
is  170  miles.  The  whole  cost  estimated  at 
C4,025.  000.  Two  sections,  amounting  together 
to  08  miles  are  stated  to  be  nearly  completed. 
They  have  cost  in  construction  and  for  iron 
81,788,549.  The  further  sum  of  8390,000  will 
open  them.  The  first  section,  60  miles,  is  a  high- 
ly important  one,  opening  an  immediate  Railway 
junction  with  the  Chicago  branch  of  the  Illinois 
Central:  the  other  section,  38  mile.s,  is  from  Alton 
to  Hardinspurg. 

The  work  on  the  line  of  the  Cleveland  and  Pitts- 
burgh railroad,  from  Wellsville  to  Rochester,  was 
let  to  contractors  on  Tuesday  last,  who  will  com- 
mence the  work  without  delay.  It  is  expected 
that  the  cars  will  be  running  from  Pittsburgh  to 
Wellsville,  Steubenville  and  Bridgeport  within 
the  year. 

The  Oakland  and  Ottawa  railroad  company  of 
Michigan  have  closed  contracts  with  English  par- 
ties for  9,000  tons  of  railroad  iron.  It  is  to  be  de- 
livered in  New  York.  3,000  tons  on  the  first  of  Oc- 
tober next,  and  600  tons  on  the  first  of  each  suc- 
ceeding month  until  the  whole  of  the  contract  is 
fulfilled. 


Indiana  and  Illinois  Central  Railroad. 

We  are  informed  that  a  contract,  which  is  re- 
garded by  the  parties  interested,  as  highly  favor- 
able, has  recently  been  negotiated  by  Judge 
Rouche,  the  newly  elected  President  of  the  com- 
pany, for  the  construction  of  this  road.  We  are 
highly  gratified  in  being  able  to  announce  that 
another  link  in  the  great  chain  between  the  At- 
lantic and  the  Far-Far  West,  is  thus  placed  be- 
yond a  doubt.  This  road  connects  on  the  West, 
at  Decatur  Illinois,  with  a  series  of  roads,  now 
under  construction,  and  extending  continuously  to 
St.  Joseph  on  the  Missouri  River.  Between  St. 
Joseph  and  Indianapolis,  where  this  long  line, 
connects  with  the  great  system  extending  to  all 
the  Atlantic  Cities,  lie  the  most  fertile  regions  of 
the  west,  abounding  in  Coal  and  Iron.  Where  the 
road  crosses  the  Wabash,  at  Montezuma,  coal  and 
iron  of  the  first  quality  are  said  to  be  found  in 
the  greatest  abundance  and  of  easy  access. 
Between  that  point  and  Decatur,  81  miles,  the 
Western  terminus  of  this  road,  neither  coal  or 
iron  has  been  found,  it  being  for  four  fifths  of  the 
distance  an  unbroken  Prairie,  almost  in  a  state  of 
nature. 

We  are  informed,  that  the  Board  of  Directors 
have  with  entire  unanimity  ratified  the  contract 
negotiated  by  Judge  Rouche,  and  that  vigorous 
measures  were  at  once  set  on  foot  to  secure  the 
amount  of  stock  nece.ssary  to  build  the  road. 

It  is  understood  that  the  work  on  the  road  will 
be  commenced  during  the  ensuing  fall,  and  that 
the  road  is  to  be  completed  by  the  first  day  of 
December  1856. 


HawkS'wortli's  Valve. 

Many  recent  English  engines  have  been  arrang- 
ed to  have  a  double  exhaust  port  to  each  cylinder, 
and  have  the  valvo  so  adapted  thereto  as  to  com- 
mence the  exhaustion  of  the  steam,  in  each,  at  the 
same  instant.  At  Paterson,  several  engines  have 
been  built  with  this  alteration.  At  Manchester, 
N.  H.,  also,  the  "double  exhaust"  has  been  intro- 
duced. Its  object  is  a  quicker  exhaust,  as  the  mo- 
tion of  the  same  valve  opens  two  ports,  in  the  same 
time  as  it  would  otherwise  open  one.  The  valve 
we  saw  on  one  of  the  Amoskeag  Company's  en- 
gines had  the  same  width  of  "throat"  or  cavity  as 
the  distance  between  insides  of  induction  ports, 
viz :  6  inches.  Upon  the  cylinder  face  there  were 
two  exhaust  ports,  each  %  in.  wide,  1}^  in.  apart, 
and  \}4  inch  each  from  the  induction  ports.  Bars 
were  cast  across  the  "throat"  of  the  valve,  so  as 
to  cover  each  of  these  ports  during  the  period 
while  the  valve  is  nearly  midway  of  its  stroke,  or 
travel.  These  bars  were  each  1^4  inch  wide,  and 
to  have  equal  lap  on  each  exhaust  were,  of  course, 
one  inch  apart.  The  main  or  induction  ports  were 
one  inch  wide,  and  the  valve  had  7-16  inch  outside 
lap,  so  that,  deducting  the  inner  lap,  the  exhaust 
was  3-16  inch  open  on  each  port,  or  %  inch  open 
in  all,  at  the  commencement  of  the  steam  admis- 
sion. 

As  this  arrangement  involves  but  a  slight  extra 
expense  in  fitting  the  valve  faces,  and  must,  to  a 
certain  extent,  reduce  the  back  pressure  in  the 
cylinder,  we  consider  it  an  improvement  worthy 
of  general  introduction.  At  Paterson  it  has  been 
generally  applied  in  most  of  the  quick  passenger 
engines. 


Peoria  and  Bareaa   Tallejr  Railroad. 

We  learn  from  the  Peoria  Press  that  final  and 
satisfactory  arrangements  have  been  made  for 
the  early  completion  of  this  important  road. 
Messrs.  Shefield,  Farnham  &  Co.  recently  enter- 
ed into  contract  with  the  company  for  the  con- 
struction and  equipment  of  the  entire  road,  upon 
the  terms  and  conditions  before  submitted.  The 
work  will  be  commenced  at  an  early  day ;  and 
from  the  well  known  energy  and  perseverance  of 
the  contractors,  we  think  that  we  are  safe  in  say- 
ing, that  by  the  opening  of  navigation  next  season 
Peoria  will  have  a  railroad  connection  with  Chi- 
cago. 

William  Jervis,  Esq.,  has  been  appointed  chief 
engineer  of  the  road  ;  andAzariah  C.  Flagg,  Esq., 
of  New  York,  formerly  comptroller  of  that  State, 
has  been  appointed  Trustee  for  the  boud-holders. 


Mobile's     Bnspension   Bridge 

We  would  call  the  attention  of  railroad  engin- 
eers and  others  interested  in  the  construction  of 
Bridges  to  the  principle  of  White's  Suspension 
Bridge  of  wood  or  iron.  Its  application  in  the 
case  of  wide  spans  promises  much  economy  of 
material  and  consequent  reduction  of  rost.  It 
combines  the  chain  and  the  arch,  besides  the  ap- 
plication of  the  level  truss.  The  inventors  and 
proprietors  are  ready  to  apply  it  to  any  reason- 
able span  and  guarantee  its  success,  and  will 
most  willingly  furnish  full  information,  including 
estimates  of  ita  capacity  and  cost,  on  application 
to  their  address.  We  believe  the  design  of  their 
bridge  contains  a  principle  which  may  be  applied 
to  wooden  or  iron  structures,  and  with  satis- 
fikctory  reeolta.      Ammi  White  and  Jotbo*   P- 
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Thayer,  Cambridgeport,  Mass.,  are  the  proprie- 
tors, to  whom  all  communications  on  the  subject 
should  be  addressed. 


Ve-vr  Sorvw  Cnttcr. 

The  screw  cutting  machine,  which  we  noticed 
in  a  recent  number  aa  having  been  designed  by  D. 
M.  Robinson,  of  Piermont,  N.  Y.,  has  been  com- 
pleted and  operated,  The  jaws  holding  the  dies 
are  compressed  around  the  bolt  to  be  cut,  by  a 
sliding  cone,  worked  by  a  simple  cam  on  a  cross 
shaft,  passing  through  the  bed  piece.  The  dies 
revolve  always  one  way,  and  complete  their  work 
at  one  operation,  four  dies  being  used  together. — 
The  point  of  each  die  acts  on  a  true  tangent  to 
any  radius  of  the  bolt.  The  machine  we  saw  in 
operation  would  cut  from  )^  to  1  inch  in  diameter 
and  would  cost,  fitted  with  back  gears  and  three 
cone  speeds,  about  $125,  exclusive  of  dies  and  taps. 
As  this  appears  to  be  a  novel  and  useful  machine, 
we  would  recommend  machine  builders  to  exam- 
ine it,  with  a  view  of  engaging  in  its  manufacture, 
under  the  direction  of  the  inventor.  Mr.  Robin- 
son has  also  designed  and  completed  a  substantia 
and  handsome  punching  press,  worked  by  an  f^c- 
centric  and  eccentric  link.  A  novel  applicati9<b  of 
it  has  been  made  to  punching  the  leather  w^hers 
used  in  the  Lightner  axle  box.  One  thoHsand  of 
these  leathers  are  used  per  month  at  the  Piermont 
shops,  and  they  are  now  cut  by  this  machine  as 
fast  as  they  can  be  laid  under  the  die,  and  with  a 
saving  of  half  the  leather  otherwise  used.  We  would 
like  to  see  both  of  Mr.  Robinson's  machines  at  the 
Crystal  Palace. 

Knoxirllle  and  Cbarleston  R«llr«ad 
Coatpaajr  Orgaalxed. 

The  Memphis  Eagle  and  Enquirer  says  :  A  suf- 
ficient amount  of  capital  stock  having  been  sub- 
scribed the  company  was  organized  under  the  di- 
rection of  the  Commissioner  at  Enoxville,  on  the 
28th  of  June  by  the  election  of  the  following  gen- 
tlemen as  directors : 

Blount.— Wm.  Wallace,  Asa  Watson,  R.  I.  Wil- 
son, J.  E.  Toole,  James  Porter,  Samuel  Pride, 
Alex.  Kennedy. 

Knox.—C.  H.  CoflSn,  J.  A.  Mabry,  J.  G.  M,  Ram- 
sey, C.  Wallace,  C.  M.  McGhee,  James  C.  Moses, 
B.  H.  Cummings,  Wm.  G.  Swann. 

Wm.  G.  Swann,  Esq.,  was  elected  president  of 
the  company ;  Charles  H.  Coffin,  Esq,,  secretary  ; 
and  Dr.  Samuel  Pride,  treasurer. 

We  learn  from  the  Knoxville  Register  that  the 
stock  taken  by  citizens  of  Knox  and  Blount  coun- 
ties, amounts  to  $117,000.  The  counties  of  Knox 
and  Blount  have  already  subscribed  $220,000  for 
ironing  and  equipping  the  road.  This  makes  $700,- 
000  toward  the  construction  and  equipment  of  the 
road. 


Steaaaboats. 

During  the  warm  season,  when  every  steamboat 
arrives  and  departs  with  more  than  its  proper  full 
load,  we  are  surprised  to  see  that  the  entire  crowd 
of  passengers,  waiters  and  coachmen,  besides  all 
baggage  must  be  received  atone  narrow  gangway. 
Such  crowding  and  confusion  as  ie  seen  at  the  de- 
parture of  one  of  the  Fall  River,  or  first  class  Alba- 
ny boats  is  beyond  description.  The  whole  pro- 
cess is  extremely  unpleasant  and  should  no  more 
exist  ihan  at  a  railway  station.  A  very  little  in 
the  way  of  system  would  save  much  of  this  confu- 
sion. 

The  ticket  window,  too,  is  always  a  small  hole 
to  which  all  anxious  to  secure  a  berth  must  crowd 
at  once.  We  sec  no  reason  why  tiiis  place  must  be 
the  most  difficult  of  access  for  those  who  must  do 
business  in  it.  A  window  for  deck  passenger's 
tickets,  one  for  berths,  and  another  for  state  rooms 
would  relieve  th«  pressure  of  the  crowd  at  either 
place. 

The  open  berths  are  little  better  than  a  nuisAuce, 
without  ventilation,  open  to  thieves,  and  opposed 
to  decency.  We  should  suppose  that  every  two  or 
three  passengers,  at  least,  could  be  placed  in  cabin 
state  rooms,  which  should  have  a  good  ventilation 
from  above.  If  the  owners  of  steamboats  are  as 
enterprising  in  behalf  of  the  comfort  of  their  guests 
as  the  railway  managers,  or  the  proprietors  of  our 
large  hotels,  we  will  see  a  more  comfortable  man- 
ner of  steamboat  travelling  within  no  great  lapse 
of  time. 


Ctaanc*  of  Ham«i 

The  Logansport  and  Crawfordsville  railroad 
company  have  changed  their  title  to  "'Crawfords- 
ville,  Logansport  and  Northern  Indiana  Railroad 
Company,"  in  pursuance  of  the  act  approved  Feb. 
22,  1858,  authorising  railroad  companies  to  change 
their  name. 


Railroad  Opening. 

The  Philadelphia  and  Sunbury  Railroad  com- 
pany will  open,  on  the  18Ui  Qf  August,  that  por- 
tion of  their  road  extending  from  Sunbury  to 
Shamokin,  a  distance  of  twenty-one  miles. 

Baltimore  amd  Ohio  Railroad. 

The  Board  of  directors  of  the  Baltimore  and  Ohio 
railroad,  at  their  meeting  yesterday,  adopted  a 
resolution  for  laying  a  double  track  from  Pied- 
mont to  Baltimore,  two  hundred  and  sixty  miles, 
and  authorized  the  President  to  negotiate  for  a 
loan  to  eflfect  this  object. 

Broad  Ga«ce  Im  Ohl«. 

We  understand  that  the  contract  for  construc- 
ting the  broad  gauge  railroad  from  the  Pennsylva- 
nia line,  in  Trumbull  County,  to  Dayton,  Ohio, 
was  awarded  to  Henry  Doolittle,  Esq.  The  con- 
tract is  for  $7,000,000,  the  largest,  it  is  supposed, 
ever  taken  by  one  person  in  this  country.  Mr. 
Doolittle  takes  $1,000,000  in  stock. 


Atlantic  and  St.  Iia-trrsne*  Railroacl. 

The  lease  of  this  road  to  the  Grand  Trunk  Line 
of  Canada  has  been  consummated.  The  Grand 
Trunk  assumes  the  indebtedness  (rf  the  former, 
and  agree  to  pay  a  dividend  equal  to  6  per  cent, 
upon  its  stock.    The  lease  is  for  999  yeiuv. 


Cblcaffo    and  MUalsalppl  Railroad. 

The  work  on  this  road,  says  the  State  Register, 
is  progressing  very  rapidly.  The  iron  is  laid  down 
over_,twenty-five  miles  towards  Bloomington.  It 
is  the  company's  intention,  ais  soon  as  the  iron  is 
laid  down  to  Postville,  to  run  their  trains  to  that 
point,  which  is  about  midway  between  this  city 
and  Bloomington.  There  will  then  be  but  about 
thirty  miles  of  staging  between  Alton  and  Chicago. 
The  iron  will  be  laid  to  Postville  within  afortnight 
from  the  present  time. 


|3^At  the  annual  election  for  directors  of  the 
Maysville  and  Big  Sandy  railroad,  the  toUowing 
gentlemen  were  elected  to  serv«  the  ensuing  year : 
Harrison  Taylor,  Hamilton  Gray,  Wm.  H.  Wads- 
worth,  Charles  F.  Coons,  John  P.  Dobyns,  JohnB. 
Poyntz,  Henry  R.  Reeder^  Samuel  Steveosoo,  Geo. 
W.  Parlington,   ; 


RallrOMd    Brid  ge      ConiplctcU. 

The  great  iron  railroad  bridge  across  the  Mo- 
nongahala  river,  about  one  mile  atove  Fairmount, 
Va.,  iscomplete4.  It  is  stated  tkat  it  cost  four 
hundred  and  niuety-six  thousand  dollras. 

The  ^flTect*  of  Rall^ny*. 

In  1845,  when  the  St.  Lawrence  and  Atlantic 
railway  was  first  projected,  the  vjilae  of  prop<'rty 
in  Portland  was  little  over  $7,00(]|,000.  It  is  now 
S17,6o6,612. 

l^  W.  M.  Stockton,  Esq.,  chief  engineer  of  the 
Carrollton  Railrdad  has  been  appointed  General 
Superintendent  on  the  South  Caiiolina  Railroad, 
in  place  of  Mr.  L^-thgoe,  resigned.  Mr.  Lythgoe 
lias  received  the  appointment  of ;  Superinteudent 
on  the  Blue  Rid§)e  Railroad.  j 

Nevr  Orlcanb  and  OpclonsaafRallroad. 

The  $1,260,000,  of  the  bond  of  the  New  Orieans 
Opelousas  and  GiJeat  Western  Railroad  Company 
which  have  been  jadvertised  for  sale  by  bids  to  be 
received  up  to  ifeth  September  next  have  been 
withdrawn  from  lihe  market.  The  agents  of  the 
company  having  (legotiated  $500,000  of  the  Bond 
sufficient  for  theft-  present  wants]  with  Messrs. 
Thuslow  Lawrie  4nd  Co. 

The  remainder  Will  be  held  for  tl^  futare  action 
of  the  company. 

Kentucky. 

I^The  citizenk  of  Barren  co.,  (ki  the  8th  ins  I 
authorized  the  sjibscription  of  $300,000  to  the 
Nashville  and  Cinbinnati  Rrilroad,  by  a  large  ma- 
jority. I I 

HobtU  i^nd  Otrard  Railroad. 

Contractors  will  do  well  to  notice  the  advertise- 
ment of  this  compjany  in  another  column,  offering 
nearly  the  whole  {of  this^line  for  contract.  The 
route  of  the  abovei  road  traverses  a  very  healthy 
country,  and  the  company  have  an^ple  means  for 
vigorously  carrying  forward  their  wbrk. 

Caat   IroU    DrlTlnf   IV^hceU. 

Henry  A.  Cha8#,  foreman  of  the  pattern  mak- 
ing department  in  Vankuran's  whe«l  foundry  at 
the  Boston  Locomotive  Works,  hae  invented  an 
improvement  in  cAst-iron  driving  wheels,  which 
epnsists  in  casting  the  "  cotmterbalance'  in  a 
double-plate  chilled  wheel  opposite  the  crank-pin 
Bi  the  inner  face  of  the  tread,  between  the  two 
sides,  but  not  touching  them.  It  is  cast  on  the 
thread,  and  stands  >up  from  it  in  the  hollow  part 
of  the  wheel,  like  a  plate  but  is  not  attached  to  the 
bub.  The  plates  {of  the  wheel,  therefore,  are 
made  of  equal  thickness  throughout,  and  conse- 
quently when  cast  they  contract  equally.  The 
counterbalance,  or  ^olid  plate,  cast  opposite  the 
crank-pin,  inside  ot  the  wheel,  is  therefore  free 
to  contract  withoutj  afiecting  the  side  plates  after 
being  cast. 


Topocraphloal   Drawing. 

Ci^t.  B.  Blandotrski,  late  in  th^  service  of 
the  Prussian  Govenkment  as  a  topographer,  is  de- 
sirous of  an  engagement  with  some  engineer,  for 
employment  in  tUat  profession.  Capt.  Blan- 
dowski  has  completed  for  us  a  very  exceDent 
Railroad  map  of  th^  United  States,  and  it  givea 
us  much  pleasure  t4>  express  our  entire  satisfac- 
tion with  his  serviced  and  to  recommemd  htm  to  all 
in  need  of  the  assistance  of  such  a  man  Com- 
munications addresaed  to^m  may  b«  dkeeted  ta 
this  office. 
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Car    8e«ts. 

The  arrangement  of  our  passenger  cars  is  uhde- 
nlably  better  than  those  of  other  countries,  but  in 
the  details  of  their  finish  we  believe  with  { :ood 
'  reason  that  the  English  first  class  coaches  e  seel 
ours  in  the  particular  of  comfortable  seats  A 
Comfortable  car  seat  is  by  no  means  a  plain  sq  lare 
sack  with  a  hard  filling  of  curled  hair,  but  is  a 
combination  of  many  useful  arrangements,  by 
which  the  body  has  an  easy  support  in  any  ]  losi- 
tion  and  has  room  for  any  movement.  The  re- 
quirements of  a  good  seat  should  be  a  subject  of 
study  among  those  who  make  cars. 

We  have  rode  many  a  weary  mile  in  cars,  wkcre 
we  could  find  no  rest  for  our  arms   except  tc 


them  drag  in  silent  pain  by  our  sides.  Tlie 
of  the  window  frame  was  that  of  an  unevenly 
ping  surface,  atlordiiig  no  place  of  rest.  On  the 
other  end  of  the  seat  the  arm  rest  might  hai  e  a 
width,  possibly,  of  two  inches  of  hard  wood.  The 
seat  backs  also  would  swing  so  low  ;is  to  cr;  imp 
the  occupant  in  a  confined  position  like  settinj;  in 
a  basket.  There  are  many  cars  on  difierent  re  ads 
having  no  foot  /•»s/5,and  their  absence  is  painf  illy 

the 
ley 


let 

fi  lish 

slo- 


regretted  by  a  weary  traveller  approaching 
end  of  a  journey  of  perhaps  600  miles.     T 


,-►  should  always  be  placed  where  the  feet  may  have 
a  natural  support  upon  them ;  neither  too  high  nor 
too  far  distant  from  the  seat. 

A  continuous  rack  should  always  be  laid  (  ver 
the  window,  instead  of  occa.sional  hooks  f  om 
which  valises  and  reticulea  hang  so  low  a;  to 
strike  the  heads  of  the  passengers.     The  wind  )ws 

'  also  should  be  held  by  permanent  latches,  instjead 

of  friction  catches. 


has 
to 
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Rvpndlatlou  Rcpadiatedt 

Some  two  or  three  yeara  since,  the  Legisla  ure 
of  Mississippi  passed  a  law  conferring  upon 
highest  tribunal  of  that  State,  jurisdiction  in 
tions  in  which  the  State  might  be  a  party,  broi  ght 
to  test  the  validity  of  the  Union  Bank  Bomh. — 
Such  actions  have  been  bronght,  and  the  Court 
decided,  nnanivwusly,  that  the  State  is  bourn 
pay  the  Bonds,  and  that  no  rote  of  the  people, 
anijlnw  of  the  Legislature  c&n  affect  the  quest 

We  regard  this  decision  as  settling  the  ques , 
in  favor  of  the  payment  of  the  bonds.  The  ]  leo- 
ple  of  Mississippi  have  never  made  it  an  issue  hat 
they  would  not  pay  the  bonds,  provided  they  v  ere 
legal,  but  took  the  ground  that  they  had  no  b 
ing  validity.  They  had  too  much  respect  for 
dealing  to  say  that  they  would  not  pay  an  ho:  lest 
debt,  so  they  assumed  that  the  claim  made  u  >on 
them  was  not  an  honest  one.  The  Court  of  Ap- 
peals has  now  decided  the  claim  to  be  valid,  ind 
the  State  has  now  got  to  face  the  music ;  eithe  r  go 
for  repudiation  square  out,  or  pay  up.  That  she 
will  do  the  latter,  we  have  no  doubt.  Repu  lia- 
tion  is  no  more  popular  on  thi.s  side  of  the  w;  iter 
than  in  England.  The  people  of  Mississippi  ivill 
be  anxious  to  wipe  off  a  stigma  which  each  cit  zen 
is  beginning  to  feel  as  a  personal  disgrace.  Tl  ere 
is  no  doubt  that  a  very  large  proportion  of  pi  op- 
erty holders  are  decidedly  in  favor  of  resuming  i  ay- 
ment,  and  this  policy,  we  are  assured,  will  a  Jon 
become  the  popular  sentiment  of  the  State. 

There  is  another  cause  operating  powerfully  to- 
wards this  result.  Until  the  credit  of  the  Stat ;  is 
re-established,  the  construction  of  railroads  wi  hin 
her  limits,  except  with  the  means  of  her  pec  jle, 
will  be  out  of  the  question.    Ho  road,  claimin  ;  to 


be  a  Mississippi  road,  can  hire  money  in  this,  nor 
in  a  foreign  market.  A  restoration  of  state  credit, 
therefore,  is  indispensable  to  promote  the  best 
good  of  the  State,  in  apecimiary  point  of  view. — 
To  continue  a  repudiating  State  much  longer  is  a 
matter  of  imi)ossibility.  If  the  creditors  of  Mis- 
issippi  will  wait  patiently  a  little  longer,  they  will 
receive  ample,  though  tardy  ju.stice. 

First  Alabama  Iiocoinottvc* 

We  observed,  at  the  railroad  depot,  a  splendid 
new  eighteen  ton  engine,  the  "Edgar  Thompson,' 
constructed  at  the  machine  shops  of  the  Montgo- 
mery railroad.  It  w;is  a  beautiful  specimen  of 
mechanism,  and  contrasted  pre-eminently  with  one 
of  Baldwin's  best  and  latest  engines  placed  beside 
in  finish  and  perfection  of  construction.  It  was 
designed  by  Mr.  Freeman,  the  superintendent  of 
that  department,  and  is  the  first  locomotive  built 
throughout  in  Alabama,  or  south  of  Richmond, 
although  Mr.  Freeman  has  often  rebuilt  others  al- 
most wholly  on  their  original  models.  It  is  con- 
structed by  Southern  nieclianics,  and  is  a  most 
creditable  and  beautiful  specimen  of  the  j)erfection 
to  which  this  section  is  progressing  in  the  mechan- 
ical arts. — Mont  joinery  Journal. 

A  fine  portable,  stationary  steam  engine,  from 
Montgomery,  is  now  running  in  the  Crystal  I'al- 
ace.  ;• 


Railroad   Couvcntiout 

A  railroal  convention  was  held  at  Richmond, 
Ky.,  on  the  26th  ult.  Besides  imnierous  delegjiti- 
ons  from  Kentucky,  it  was  attended  by  delegates 
from  North  Carolina,  Virginia,  Ohio  and  Tennessee. 
Col.  J.  Speed  Smith  was  the  president.  .Judge 
Breck,  from  a  committee  appointed  for  that  pur- 
pose, reported  a  series  of  resolutions  setting  forth 
the  necessity  of  railroad  connection  between  the 
valley  of  the  Ohio  and  South  Atlantic  seaboard, 
and  with  a  view  of  carrying  out  this  object,  re- 
commending the  construction  of  a  railroad  from 
Lexington  to  Cumberland  Gap  uniting  with  rods 
from  Virginia,  Tennessee,  North  Carolina,  South 
Carolina,  and  Georgia.  A  committee  was  ap- 
pointed to  solicit  a  chartes  from  the  Lesislature  of 
Kentucky,  and  twenty  delegates  were  appointed 
to  attend  the  convention  at  Ashville,  N.  C,  on  the 
26th  of  Aagust. 

dieraiir  anil  Darllngtoa  Railroad. 

"We  are  gratified  to  be  able  to  announce,"  says 
the  Darlington  Flag,  "that  the  section  of  this  road, 
between  Darlington  C.  H..  and  the  terminus  on  the 
Wilmington  and  Manchester  railroad,  was  on  the 
6th  inst.  let  out  for  grading,  &.c.  The  entire  con- 
tract was  let  to  three  or  four  of  our  wealthiest  and 
most  energetic  citizens,  who  have  had  great  expe- 
rience in  similar  work  on  the  Wilmington  and 
Manchester  railroad,  and  who,  we  are  assured,  will 
speedily  accomplish  the  job  as  soon  as  the  crops 
are  laid  by. 

"W^arsaMT  and   Rockford  Rallroadi 

This  company  was  chartered  by  the  Illinois 
Legislature,  February  10th  1849,  and  received, 
June  the  21st  1852,  an  amendment  to  their  char- 
ter, by  which  the  time  in  which  they  were  allow- 
ed to  construct  their  road  was  extended  to  Feb- 
ruary 10th  1861.  Their  capital  stock  was  fixed 
at  $1,000,000. 

By  the  recent  report  of  the  Engineer  of  this 
road,  W.  R.  Kingsley,  Esq.  we  learn  the  length 
of  line  surveyed,  from  Warsaw  to  Oquawka,  is 
sixty  miles.  The  distance  between  Warsaw  and 
the  upper  landing  at|Nanvoo  is  eighteen  miles,'and 
the  fall  of  the  river  23  2-lOths  feet. 

The  line  is  ultimately  to  extend  to  Port  Byron 
and  Janesville. 

The  estimate  of  Mr.  Kingsley,  for  the  cost  of 
the  first  sixty  miles  of  the  road,  completely  equipp- 
ed is  Sl.119.068^0,  or  S18.661,16  per  mUe. 


T.  S.  O'Sullivan,  Esq.,  the  consulting  engineer, 
estimates  the  entire  cost  to  Port  Byron,  one  hun- 
dred and  ten  miles  from  Warsaw,  at  $2,665,000 
equal  to  $24,250  per  mile. 

An  important  object  of  this  road  is  the  means 
of  transportation,  at  all  seasons  and  stages  of 
water,  around  the  upper  and  lower  rapids  of  the 
Mississippi,  and  the  consequent  benefit  to  the 
towns  on  the  line  and  the  city  of  St.  Louis. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING;  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfVilly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printino  of  Exhibits, 
Time-tables,  Circulars,  Tickets,  ^c,  tJ'C. 

J.  H.  SCHULTZ  &  CO. 

New  York  April  9,  1863.  

LITHOORAPinr. 

PUBLISHERS,  Civil  SngiiMen,  MifhMtti.  u4 
quiring  LiUiopvphs,  plain  or  in  colon,  eaa  d«p 
lit^h  finish  of  their  designs,  tloag  with  promptnaM  and  4ISMteh. 

DAVID  OHILLAB, 
M  South  Sid  Straet 
May  1st,  1858.  Philadelphia. 

SIMEON  DRAPKR,  No.  46  Piiiest.,  oilsrsfor  sale,  a  variety 
of  RAILKOAD  BONDS  and  STOCKS  ;  also  CITY,  TOWN 
and  COUNTY  BONDS,  an»oiig  whicli  are— 
Ist  Mortgai^e  Convertible  Bonds : 

Payable  in 
7  per  ct— Buffalo,  Coming  and  New  York 

R.   R New  York,  1867 

7  per  ct— Westem  Vermont  R.  R "      1861-71 

7  per  ct.— Columbus,  Piqua  and  Indiana.  .  .        **  1862 

7  per  ct. — Catawissu,  Willianis|H>rt  and  Erie.        "  1867 

8  per  ct.— Pooria  and  Oijuawka "  1863 

0  per  ct. — Maysville  and  Lexington "  1870 

6  per  ct. — Dauphin  and  Susquehanna  Coal  Co.        "  1877 
lat  Mortgage  Bonds : 

7  per  ct.— Coming  &  Biossburg "  1873 

7  per  ct.— Buffalo  and  New  York  City "  1866 

7  per  ct— Mansfleid  and  Sandusky "  1860 

7  per  ct.— Toledo,  Norwulk  and  Cleveland.  .  "  1861 

7  per  ct.— Vermont  Valley "  1861 

7  per  ct— New  Jensey  Central "  1860-70 

7  per  ct — Brunswick  Canal  Co "  1867 

7  per  ct— Troy  and  Benningtoa Troy,  N.Y.  1862 

Also,  second  Mortgage  bonds  of  many  of  the  above  companies, 
and — 
7  per  ct— Saratoga  and  Washington  R.  R.New  York,  1862 

7  per  ct— Troy  and  Boston "  1864 

7  per  ct. — Muscogee  Railroad. Savannah,  1862 

7  per  ct— Huron  and  Oxford New  York,  1862 

10  per  ct— Mansfleld  and  Sandusky  R.  R.  Co.        "      18&5-67 
7  per  ct— Township  of  Portland,  Ohio.  ...        "  1862 

7  per  ct — City  of  Dayton,  Ohio,  guaranteed  by 

Mad  River  R.  R "  1861 

10  per  ct— City  of  Keokuk,  Iowa. Keokuk,  1863 

7  per  ct — Town  of  Huron,  Erie  county,  Ohio. .  Huron,    1861 

7  per  ct— Town  of  Newark,  0 New  York,  1860 

7  per  ct — City  of  Sandusky,  convertible  Into 

Junction  R.  R.  Stock "  1866 

7  per  ct— State  of  California "      1862-72 

7  per  ct— Mortgage    bonds  ef  the  Atlantic 

Steainiihip  Co ««  1865 

12  per  ct — Improvement  Scrip  of  the  State  of 
Wisconsiu   for   improvement  of 

Fox  River "  1862 

Rutland  and  Whitehall  Stock,  with  guarantee  of  7  per  cent 
dividend  by  Saratoga  and  Washington  Railroad. 
Stock  in  the  Western  Vermont  R.  R.  Co. 
Stock  in  the  Mad  River  R.  R.  Co. 
Stock  in  the  Bul&lo,  Corning  and  New  York  R.  R.  Co. 
Stock  in  the  Manstield  and  Sandusky  R.  R.  Co. 
Stock  in  the  New  York  and  Virginia  Mail  Steamship 
Company,  paying  20  per  cent  dividends. 

FFICE  CINCINNATI,  HAMILTON  and  DAY- 
TON  Railroad  Company. — Cincinnati,  Aug. 
9th,  1863. — The  directors  of  this  company  have 
this  day  declared  a  dividend  of  five  per  cent,  on 
their  capital  stock,  payable  to  the  stockholders  re- 
gistered in  Cincinnati  on  demand,  and  to  those  re- 
gistered in  New  York,  on  and  after  the  25th  inst., 
at  the  oflSce  of  the  Ohio  Life  Insurance  and  Trust 
Company,  in  New  York. 
Im.  FRANK  S.  BO»J>,  Secy.  .-, 
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Notice  to  Contraetors. 
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PROPOSALS  for  the  Grading,  Masonry  and 
Bridging  of  portions  of  the  Girard  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Journal  Office,  New  York,  on  the  1st  of  October 
next. 

Plans,  Profiles  and  other  required  information 
will  be  furnished  at  that  time.  The  entire  length 
of  the  road  is  225  miles ;  commencing  at  Girard, 
in  Russell  County,  on  the  west  bank  of  the  Chat- 
tahirchu  river,  opposite  Columbus,  Ga.,  and  run- 
ning to  Mobile,  62  miles  south  of  Girard,  is  under 
contract,  23  miles  nearly  complete.  The  amount 
of  subscription  up  to  date  is  $2,766,000.  The  pro- 
bable cost  of  the  road  is  $4,000,000. 

That  portion  of  the  line  between  Greenville  and 
Mobile  (116  miles)  will  be  placed  under  contract 
as  soon  as  the  Mobile  subscription  of  $1 ,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President. 

GEO.  S.  RUNEY,  Chief  Engineer. 

Girard  Railroad  Office,  Gtk  July,  1853. 
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Notice  to  Contractors. 


ST.  LOUIS  AND  IRON   MOUNTAIN  RAIL- 
ROAD. 

PROPOSALS  will  be  received  at  the  office  of 
Company  in  St.  Louis,  Mo.,  for  the  Gradua- 
tion, Masonry  and  Bridging  of  that  portion  of  the 
St.  Louis  and  Iron  Mountain  Railroad  included 
between  St.  Louis  and  the  Iron  Mountain,  or  Pilot 
Knob,  distance  about  84  miles.  The  preliminary 
surveys  and  approximate  locations  are  now  com- 
plete, and  the  final  location  for  construction  in  ra- 
pid progress,  and  may  be  closed  by  the  1st  Sept. 
Meanwhile,  profiles  and  plans,  now  ready,  will, 
with  examination  of  the  country,  give  all  necessa- 
ry data. 

The  work  on  this  road  is  heavy,  including  three 
tunnels,  and  much  rock  work  and  masonry,  about 
20  miles  of  the  road,  shows  "side-hill"  work,  and 
the  balance  heavy  through  work.  The  Iron  Moun- 
tain Is  700  feet  above  the  river  at  St.  Louis ;  but 
two  principal  depressions  are  to  be  crossed  before 
reaching  that  height.  The  country  passed  through 
is  healthy  and  well  watered. 

Proposals  will  be  received  (by  quantities)  for 
the  whole  or  a  part  of  the  road,  but  contracts  will 
only  be  made  with  responsible  parties.  No  con- 
tracts will  be  closed  before  the  15th  of  August, 
and  no  sooner  thereafter  than  satisfactory  offers 
are  received  from  responsible  parties.  The  road 
will  hereafter  be  extended  to  the  Arkansas  line, 
to  connect  with  the  Cairo  and  Fulton  road,  and  a 
branch  to  the  Mississippi  River,  at  Cairo  or  new 
Madrid,  is  also  contemplated. 

WM.  M.  M'PHERSON,  Pres't. 

Thos.  S.  O'SuLLivAN,  Consulting  Engineer. 

J.  H.  MoRLEY,  Eng.  in  Charge. 

4w.  St.  Louis,  July  21, 1863. 


BRANDS^    LiaUlI>9 

FOR  DISSOLVING  AND  PREVENTING 
INCRUSTATIONS  IN  STEAM  BOILERS, 

IS  acknowledged  by  all  who  have  used  it,  to  be  the  beet  pre- 
ventive ever  introduceU  to  the  notice  of  tlKS  public.  It  is  not 
i/\)uriou8  to  the  Boilere,  even  if  used  in  large  quantities,  and  a 
now  in  general  use  in  a  great  part  of  Europe,  on  Railroads  and 
iitoamboats,  and  for  Statiooary  Boilers. 

By  the  use  of  this  liquid,  old  incrusted  boilcro,  and  principally 
tubular  boilers,  whiclf  from  their  construction  are  in  general  very 
difiRcult  and  in  some  cases  imposabic  to  be  cleaned,  may  be  Tre- 
ed from  incrustation  in  a  few  days,  and  by  tlie  continued  use  of 
it  kept  entirely  free  from  any  future  accumulation,  thereby  in- 
creasing the  generation  of  steam,  reducing  the  consumption  of 
ftiel  and  diministiing  the  danger  of  explosions. 

The  proprietors  of  Brands'  Liquid  are  so  confident  of  the  mer- 
its of  this  invention,  that  they  offer  one  barrel  grati»  to  parties 
willing  to  maka  a  tiiaL  and  to  be  paid  for  <xig  in  caae  of  auo* 
ees. 

Directions  for  th«  use  of  Brands'  Liquid,  with  testimouials,  to- 
gether with  full  particulars,  may  be  obtained  from  the  Agents, 
Messrs.  BOURRY  i  ROEDER, 
Consulting  ard  Mechanical  Engineers, 

4^.  10,  1863.  8d3  firoaawa}',  N.  J, 


N.  Yofk  and  A.  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


CommerKing  Monday,  Mity  9, 1863. 


A 


TRAINS  FROM  NEW  TORE 

7  A.  SL— Accommodation  to 

New  Haven. 

8  A.  M. — Express  for  Boston, 

stopping  at  Stam- 
ford and  Bridge- 
jiort 

9.10  A.  M.— Special     for    Pojt 
Chester. 


TRAUra  TO  NEW  TOKK. 

6.30  A.M.— Special,  from  Porl 

Chester. 
6.00  A.M. — Commutation  fl-oai 

New  Havea 

6.15  A.M.— Accommodation  fir 

New  Havea 

8.16  AJL— Accommodation  bii 
New  Havea 


11.30  A.M.— AccommodaUon  for  9.35  A.M.— Express  from  New 
New  Haven.  i  Haven,  Stopping  at 

3-00  P.M.— Express    for   New  Bridgeport,      Nor- 

Haven,  stoppii^  at  walk  and  Stamford. 

Stamford,  Norwalk  1-07  P.M.— Boston       Express, 


stopping  at  Bridge- 
port, Norwalk  anO 
Stamford. 

4.00  P.M.— Special,  from  Port 
Chester. 

4.00  P.M. — Accommodation  fm 
New  Havea 

9.30  P.M.— Boston  Express, 
stopping  at  Bridge- 
port, Norwaik  and 
Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  Sup't. 
Neu)  Haven,  May,  1863.  . 


and  Bridgeport 
4.00  P.kL — Accommodation  for 

New  Havea 
6.00  P.BI.— Express  for  Boston, 

stopping  at  N.  Ha- 

reu. 
6.35  P.M.— Commutation  for  N. 

Haven. 
6.30  P.M.— Special     for    Port 

Chester. 


SIXTY  MILES  DISTANCE  SAVED!— ONLY  XlllK  1  i-^l.V 
AND  A  HALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  the 
Great  Western  U.  S  Through  Mail— FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  and  all 
Ports  on  Lake  Michij.Tia—Tlirough  from  Biitlalo  to  Mojiroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  following  magnificent  imd  unequalled  steamers  from  the 
line  between  Buffalo  and  Monroe  : 

EMPIRE  STATE,  i.  Wilson,  Commander,  leaves  BulTalo 
Mondays  and  Thursdavs. 

SOUTHERN  .MICHIGAN,  A.  D.  PiRKiKS,  Commander, 
leaves  Buttiilo  Tuesdavs  and  Frida>'s. 

NORTHERN  INDIANA,  I.  T.  Pubatt,  Coinm.iridcr,  teares 
BiiAalo  Weducsday.s  and  Saturdays. 

One  of  tlie  above  splcmlid  steamers  will  leave  the  Michigan 
Southern  Railroad  Line  Dock,  at  9  o'clock,  P.  >L  every  day. 
(except  Sundays)  and  run  direct  through  to  Monroe  without 
landing,  in  14  hours,  where  the  Lightning  Express  Train  will  be 
in  waiting  to  take  passent;ors  direct  to  Chicago  in  8  hours  \  ar- 
riving next  evening  after  kavinjr  But&lo. 

THE  LAKE  SHORE  RAILROAD. 
runs  in  connection  with  this  line,  fonning  the  only  continuous  line 
of  Railroad  to  Chicago  and  the  Illinois  River. 

For  Through  Tickets,  by  New-York  and  Erie  and  BuflSilo  and 
New-York  City  Railroad  via  Buttalu,  or  by  the  People's  Line  of 
Steamboats,  Hudson  River  Railroad  via  AJban>  and  Buffalo,  a(>- 
ply  to 

JOHN  F.  PORTER,  Agent, 
No.  193  Broadway,  comer  Dej^sU,  N.  Y. 


GREAT  WESTERN  SIAII.  LIlfE.— SIXTY 
MILES  DISTANCE  SAVED,  by  Uking  the  MICHIGAN 
SOUTHERN  AND  NORTHERN  INDLANA  RAILROAD.— 
Through  tickets  for  Chicago,  St,  Louis,  Milwaukee,  Racine,  Ken- 
osha, Waukegan,  and  Sheboygeii,  by  New  York  and  Erie  Rail- 
road via  Dunkirk,  and  Buffalo  and  New  York  City  Railroad  ; 
People's  Line  of  steamboats,  Hudson  River  Railroad,  via  Buf- 
fklo,  connecting  at  Buffalo  with  the  splendid  steamers  EMPIRE 
STATE,  J.  Wilson,  Commander,  Mondays  and  Thursdays ; 
SOUTHERN  MICHIGAN,  D.  Pkrkiss,  Commander,  Wed- 
nesdays and  Saturdays;  NORTHERN  INDIANA,  L  T.  Phkatt, 
Commander,  Tuesdays  and  Fridays ;  leaving  Buffalo  every  eve- 
ning (Sundays  excepted.)  These  steamers  are  low  pressure, 
tmillt  expressly  for  the  Lake  trade,  and  for  finisli,  speed,  strength 
and  safety,  have  no  superiors  anywhera 

The  connections  with  the  Express  Trains  at  Toledo  and  Mon- 
roe, for  Chicago  and  St.  Louis,  are  perfect,  and  can  t>e  relied 
upon. 

Forty  hours  fh>m  New  York  to  Cbicaga  Time  and  money 
saved  by  taking  this  Line. 

Passengers  preferring  it,  can  take  the  Lake  Shore  Railroad  to 
Toledo,  the  Michigan  Southern  and  Northern  Indiana  Railroad 
to  Chicago,  thence  by  the  Rock  Island  Railroad  to  La  Salle, 
forming  the  only  continuous  line  of  Railroad  to  the  Illinois  river. 

For  through  tickets  or  fl^ight  apply  to 
JOHN  g.  PORTER,  Aj^nt,  183  Broadway,  cor.  Pey  st 

New  York  and  £rie  R.  R. 

PASSENGER  TRAINS 

leave  Pier  foot  of  Duaoe  street, 

as  fbllows,  viz : — 

Day  EzPRKsa,  at  6  a.  m.  for  Buflklo  direct,  orw  the  N.  Y. 
and  E.  R.  B.,  and  the  Buffalo  and  N.  York  City  R.  R.,  without 
change  of  baggage  or  cars  ;  and  also  for  Dunkirk. 

Mail,  at  8  a.m.  for  Dunkirk  and  Buff&lo,  and  all  intermediate 
stations.  Passengers  by  this  train  will  remain  over  night  at  any 
station  between  Susquehanna  and  Comkig,  and  proceed  the  next 
morning. 

AccoHMODATiOH,  at  ^2}i  p.in.  for  Delaware  and  all  interme- 
diate stations. 

Wat,  at  Z}i  p.m.  fbr  Delaware  and  all  intermediate  stations. 

NiGlbT  ExFxsss,  at  6  p.  m.  for  Dunkirk  and  BufiUo. 

Emiorant,  at  7  p.m.  for  Dunkirk  and  all  intermediate  statiODa. 

On  Sundaj's  only  one  Express  Train — at  6  p.in. 

The  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Raih^jad  for  Cleveland.  Cincinnati,  Chicago,  etc.,  and  at  Bu&k> 
with  first  class  splendid  steamers  for  Cleveland,  Sandusky,  Tole- 
do, Detroit  and  Obieago. 


LITTLE  MIAMI  RAIL- 
ROAD   COMPANY   6 
MORTGAGE  BONDS  FOR 


No.  43  Wall  St.,  June  18,  1852     \ 

THE  LITTLE  I IIAMI  RAILROAD  COMPANY 
oflFer  for  sale  ONI  MILLION  of  their  SLX.  PER 
CENT  BONDS,  wi  ,h  Coupons,  Interest  and  Princi- 
pal payable  in  Ne'v  York,  the  former  half-yearly, 
1st  of  November  a  ud  1st  of  May. 

They  are  in  suu  is  of  $1,000  each,  payable  1st  of 
May,  1883. 

These  Bonds  ar  \  issued  under  express  authority 
of  the  Legislature  of  the  State  of  Ohio ;  are  a  part 
of  the  SI, 500,000  Loan  authorized  to  be  issued  by 
a  vote  of  the  stockholders,  for  the  purpose  of  rais- 
ing means  to  make  a  double  track ;  the  greatly  in- 
creased and  increasing  business  of  (he  road  makes 
this  absolutely  neeessary. 

The  Little  Miai^i  Railroad  is  cig^hty-fuiir  miles 
long,  commencing!  at  the  City  ot  Cincinnati  and 
terminating  at  S  ^ringtield ;  is  now  in  cumplet«i 
running  order ;  b  iS  cost,  including  equipmcuui, 
.stations,  statiou  h  >uses,  die.,  up  tu  this  date,  $2,~ 
708,109  19. 

This  Company  bwu  stock  in  the  Columbus  and 
Xenia  Railroad  C<  >mpauy  to  the  aniount  ot'  4^;i86,- 
000,  which  now  ommaiids  a  premium  of  20  per 
cent.  Also  in  the  I  illsburough  Road,  to  the  amouat 
of  $11,716. 

The  receipts  oflthc  Road  have  been  as  follows  : 

For  the  year  en  ling — 
December 
December 
December 
December 
December 
December 
December 
December 
December 


1,  184- jr..  ,...S18,632  26 

1,  18+» j.  ,.   4G,327  68 

1,  184; 116,062  02 

1,  184' 221,139  52 

1,  1845. i.  ..280,086  78 

1,  184) ..321,398  82 

1,  186> w....i... 405,697  24 

1,  186  L 1... 487 ,846  89 

1,  1865 :.  .  626,746  36 

The  receipts  from|Dec.  1  to  May  1,  ^last 
5months)....  1 260,051  27 

For  the  same  timi  i  the  year  before ....  172,281  18 


Increase  in  i  months ^...S87,770  09 

The  position  of  this  road  being  the  natural, 
shortest  and  most  usually  travelled  route  from  Cin- 
cinnati and  the  vist  coimtry  south  and  west  of  it, 
to  the  northern  c|ties,  must  ever  make  it  one  of 
the  most  import^it  and  profitable  lines  iu  the 
country. 

An  inspection  of  a  map  will  show  its  connections 
to  be  many  and  {important.  This  road  operates 
the  Columbus  and  Xenia  road,  and  runs  in  con- 
nection with  the  (Cleveland  and  Columbus  road,  in 
fact  they  are  now  run  as  one  line,  greatly  to  the 
advantage  of  all.  ^ 

Regular  annual  10  per  cent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  div- 
idend of  five  per  teut  in  1851.  In  1852  two  cash 
dividends,  eadb  10  per  cent,  were  made. 

The  present  surplus  and  reserved  fund  amounts 
to  S98,646  16, 

The  mortgage  iovers  the  entire  line  of  road  cost- 
ing to  date ... .  .J $2,708,109  19 

To  be  expended  dn  doable  track,  &c.  1,500.000  00 


•.4..- 


Value  of  securijty ....!..,. ..  $4,208,109  19 

The  security  fok-  the  payment  of  these  Bonds  is 
of  the  most  amplt  character,  being  a  first  and  only 
mortgage  or  deed  of  trust  (excepting  one  of$l(X>,- 
000  to  the  city  oC  Cinciimati)  on  the  Company's 
Road,  Stations,  ftranchises,  net  income,  &.C.,  to  J. 
F.  D.  Lanier,  Esd,  of  this  city,  in  trust  for  the 
Bondholders,  witb  ample  power  to  take  |)ossessio 
of  the  road,  its  real  and  personal  estate,  franchise 
^c,  and  to  sell   the  same  to   the   highest  bidde 
for  cash,  if  default  be  made  in  payment  of  interes 
or  principal.    Tl^s  mortgage  is  for  $  1 ,600,000,  aod 
cannot  be  increaaed. 

The  Stock  owned  by  the  Road  in  the  Columbus 
and  Xenia  and  ifcllsborougii  Railways  will  much 
more  tb«o  pay  off  tiie  $100,000  prior  li«Q  t«  tb« 
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or  any  sum 
the  Ist  of 


city  of  Cincinnati,  and  all  other  debts  pf  the  Com- 
pany, except  this  loan  of  SI, 600,000. 

Skaled  Proposals  will  be  received 
not  less  than  $1,000,  until  Thursday 
September  next,  at  3  o'clock  P.  M. 

Proposals  will  be  addressed  to  WINtLOW,  LA- 
NIER «fc  Co.,  Agents  of  the  Company,  So  52  Wall 
St.,  New  York,  indorsed  "Proposals  foi  the  Little 
Miami  Railroad  Bonds.' 

One-half  the  purchase  money  will  Li;  required 
to  be  paid  at  the  time  of  accepting  th<  bids,  the 
residue  in  thirty  and  sixty  days.  Any  purchaser 
will  be  at  liberty  to  pay  in  full  at  once 

Interest  on  the  Bonds  will  ruu  from  ,be  day  of 
payment. 

The  above  SI ,000,000  will  be  sold  Absolutely 
and  without  reserve  to  the  highest  bidd  ur 


for  further  information  apply  at  our 


jffice. 


WliNSLOW,  LANIEI    &  Co 


Notice  to  Contracto:  *s. 

BUFFALO  &  PITTSBURGH  RAI  .ROAD— 
Sealed  proposals  will  be  receive*  at  the 
Engineers  Office,  in  the  city  of  Butfalo,  until  the 
first  day  of  September  next,  for  the  gi  ad  nation, 
masonry,  and  for  the  entire  constructi(  n  of  the 
line  of  road,  (about  20  miles,)  between  Ellicott- 
ville  and  the  Pennsylvania  Stale  Line,  in  ,he  valley 
of  the   Tunungwant. 

Plans  and  Specifications  will  be  read, '  for  in- 
spection at  the  office  of  the  Engineer  on  ind  after 
the  20th  day  of  August  inst.  The  propo  sals  may 
be  made  for  the  grading  masonry,  ties,  fe:  icing  and 
entire  construction  in  a  single  propositio  i,  or  for 
the  same  and  all  items  separately  and  in  independ- 
ent propositions  ;  and  proposals  as  abo ,e  for  a 
single  section  or  any  number  of  section  i  will  be 
received  ;  the  Company  reserving  the  riglit  to  re- 
ject such  propositions  as  are  not  satisfactory. 
Proposals  willalso  be  received  in  like  m.-inner,  for 
the  balance  of  the  road  from  Ellicottvilln  to  the 
city  of  Buffrfo,  distance  about  60  miles,  up  to  the 
20th  day  of  September.  Plans  and  spec  fications 
for  which  will  be  ready  for  examinatiot  at  the 
office  of  the  Engineer  from  and  after  the  0th  day 
of  Sept.  next. 

Any  further  information  desired  may  b(  obtain- 
ed by  addressing  Hon.  Orlando  Allen,  Ijresident 
of  the  Company,  Buffalo.  I 

Proposals  are  invited  from  contractors  en  ability 


for  the  whole  road. 
aa4t31     E.  B 


Buffalo,  August  2,  1  i53. 


BLACKWE  LL^  Chie  fE^gmeei-. 

~  To  contractors. 

NORTHERN  INDIANA  RAILROAl 

SEALED  PROPOSALS  will  be  receivefl  at  the 
office  of  the  Company  in  Toledo,  Ohib,  until 
the  first  day  of  September  next,  at  noon,  fbr  grub- 
bing and  clearing,  grading,  bridging,  sup  ;rstruc- 
ture  and  fencing  of  that  section  of  the  new  line  of 
said  Road,  from  its  junction  with  the  Aubi  rn  and 
Eel  River  Railroad,  to  the  town  of  Goshen  in  Elk- 
hart county,  la.,  a  distance  of  51  miles.  1  lie  line 
is  divided  into  sections  of  about  one  mile  ( ontain- 
ing  from  7,000  to  65,000  yards  of  earthwor  :  each, 
and  in  the  aggregate  about  one  million  ykrds. — 
^Proposals  may  be  made  for  one  or  more  sictions, 
Mapsand  Profiles  of  the  line,  and  plans  anc  speci- 
fications of  the  work,  may  be  examined  at  the  of- 
fice of  the  company  in  Toledo,  on  and  af  «r  the 
20th  of  August  inst. 

The  directors  reserve  the  right  to  accepi  or  re- 
ject proposals,  as  they  may  deem  the  intei  jsts  of 
the  company  to  require. 

J.  H.  SARGEN 
Assl.  Chief  Eni;ikeer. 
Office  of  Nor  Ind.  R.  R.  Co., 
Toledo,  August  4th,  1853. 

India-Rubber  Railroad  (par 
Springs,  etc. 

THE  UVITJID  STATES  CAR  SPRING  COMPAK  Y.  hav- 
m«  co.uiA«wd  their  uew  Factory,  are  maimtocturuy?  aiH^  t.i^ 
niching  to  Ra^aa  C;o7npunies,  aiid  Car  Builders  RVBBER 

SPrIwGS  or  the  bW  ^'«"'>- -  yj^ri^^-^r'^V'  Xf..r 
Also    McMullerffi  nupenot    WHIlt,  HUf>t.,  iiot    )iii>  tor 

required.^  Office  >o.  as  CW^U  ^t, 

4Mg.  10,  185a       am _  ^^^  *°^^' 


v^vN 


.^ 


H 


i 

r 


r^ 
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Lmgtk  of  ^ta,  uytkiaf  dbtui  af  1.IM  fc«t  with  fx- 
r«et  saiety  for  oTory  kiM  of  tnvoL  Tho  akoro  oat 
rtprnMBU  a  Woodioa  Bridco  witk  a  roof.  Tho  anaaao- 
aMBt  for  tho  Iroa  Bh^e  u  tnok  as  to  avoid  all  too 
bad  ofieu  of  ehaaa OB  otToavorataro.  For  a  full  des- 
oriptioa,  seo  panipElets ;  for  fvrthor  iaformation,  res- 
yootuc  modola,  nchts,  4to..  apply,  by  letter  or  other- 
lo  Ammi  Warn,  or  JosaoA  P.  TKtTza,  Pro- 
CumktUnpmrtt  Mam. 
Ofloo  aast  doot  to  um  MXkMmmm, 


To  Contractors. 


MILWAUKEE 


AND  MISSISSIPPI  RAIL- 
ROAD. 

THE  GRADING,  BRIDGING  and  MASONRY 
for  the  Milwaukee  and  Mississippi  railroad 
from  Madison,  the  capital  of  the  state  to  the  cross 
ing  of  the  Wisconsin  river — a  distance  of  about  3) 
miles — will  be  let  on  the  22d  day  of  August,  185i;, 
to  Ikj  completed  on  or  before  the  first  day  of  April 
1854. 

The  line  will  be  divided  into  sections  of  about  1 
mile  in  length,  and  the  proposition  may  include 
one  or  more  of  them.  About  twelve  miles  of  this 
work  is  quite  heavy,  averaging  some  30,000  cubic 
yards  per  mile,  which  will  make  good  Winter 
work. 

It  is  also  the  expectation  of  the  railroad  compa- 
ny to  have  the  location  of  the  balance  of  the  road 
to  the  Mississippi  river — about  seventy  miles — 
ready  for  letting  by  the  middle  of  September, 
1853. 

Contractors  will  find  this  a  desirable  work,  the 
excavation  being  mostly  sand  and  gravel,  besides 
it  is  easy  of  access,  and  is  through  a  healthy  and 
well  watered  section  of  the  state. 

Propositions  will  also  be  received  for  100,000 
CROSS  TIES,  delivered  anywhere  on  the  line  of 
the  M.  &  M.  R.  R.,  between  Milwaukee  and  the 
Wisconsin  river— to  consist  of  White  Burr,  Red 
Oak  and  Red  Elm ;  to  be  six  inches  in  thickness 
and  not  less  than  six  inches  face,  and  eight  feet  iu 
length. 

The  plans,  specifications  and  profiles  will  be 
ready  for  examination  on  and  after  August  16, 
1863.  A.  L.  CATLIN, Contractor. 

EDWARD  H.  BRODHEAD, 
Chief  Engineer. 


Notice  to  Contractors. 
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JEFFERSONVILLE  RAILROAD. 

SEALED  Proposals  will  be  received  at  the  office 
of  the  Company  at  Jeffersonville,  Indiana,  un- 
til 10  o'clock,  A.  M.,  on  Wednesday,  the  7th  day 
September,  1853,  for  the  clearing,  grading  and 
bridging  the  road  between  Edinburg  and  Indiana- 
polis. 

Proposals  may  be  made  for  sections,  divisions, 
or  the  entire  line,  about  80  miles,  payable  in  tho 
7  per  cent  mortgage  bonds  of  the  Company  or  part 
bonds  and  part  cash,  and  also  for  payments  entire- 
ly in  cash. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgement  will  best  secure 
the  prompt  construction  of  the  road,  and  to  reject 
all,  if  none  are  satisfactory. 

■The  route  traverses  a  fertile  country,  furnishing 
abundant  supplies  of  all  kinds,  and  the  line  is  easy 
of  access  at  all  points. 

Bidders  will  please  give  their  post  office  ad- 
dress. 

WILLIAM  G.  ARMSTRONG,  President. 

Jeffersonville,  July  9,  1853. 


Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  Office  of  the  Pittsburg,  Maysville 
and  Cincinnati  Railroad,  in  M'Connellsville,  until 
the  20th  of  August,  for  the  Graduation  and  Mason- 
ry of  the  line  of  rojid  (about  35  sections)  between 
the  Muskingum  River  and  the  Central  Ohio  Rail- 
road. 

Bids  enclosing  proper  testimonials  will  be  re- 
ceived for  the  whole  or  any  number  of  the  above 
sections. 

Plans  and  specifications  will  be  ready  for  exam- 
ination aft«r  the, 20th  of  July. 

The  division  between  the  Muskingum  and  Hock- 
ing Rivers  will  be  offered  for  contract  as  soon  as 
the  location  is  completed. 

..  ROBERT  M'LEOD, 

^  Chief  Engineer. 

M  CoNNELSViLLE,  June  4th,  1863. 
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Railroad  to  the  Paellle. 

The  subject  of  a  railroad  to  the  Pacific  is  excit- 
ing a  constantly  increasing  attention  in  every  i)art 
of  the  country.  The  necessity  for  such  a  work  is 
felt  by  all,  while  the  desire  to  secure  its  construc- 
tion over  some  one  of  the  numerous  routes  propos- 
ed, gives  rise  to  a  very  warm  local  interest  in  the 
Southern  and  Western  States.  To  be  placed  on 
the  great  route  of  commerce  between  the  Atlantic 
Jtnd  Pacific  coasts,  and,  as  some  believe,  between 
Europe  and  Asia,  is  too  great  an  advantage  not  to 
he  the  object  of  the  most  strenuous  eflTort.  While 
the  general  interest  in  this  subject,  therefore,  is 
becoming  stronger  and  stronger,  in  particular  sec- 
tions of  the  country,  it  is  fast  getting  up  to  a  fever 
heat.  This  interest  will  soon  manifest  itself  at  the 
next  session  of  Congress,  and  the  above  project 
will  undoubtedly  become  the  most  exciting  topic 
that  will  come  before  that  body. 

There  are  no  doubt  several  practicable  routes  for 


a  railroad  across  the  continent.  Those  chietiy 
claiming  public  attention,  are  the  South  Pass  rout*, 
the  more  Central,  advocated  by  Mr.  Benton,  which 
penetrates  tlie  mountains  near  the  head  waters  of 
the  Arkansas,  and  the  Sovthern  route  through 
Texas,  and  New,  and  perhaps  through  a  portion  of 
Mexico,  proper.  Ail  these  routes  have  their  ad- 
vocates, by  whom  they  are  claimed  to  be 
superior  to  the  other.  A  fourth  route  may  be 
shown  to  exist  through  the  explorations  of  Gov. 
Stevens  of  the  new  Territory  of  Washington,  by 
the  head  waters  of  the  Missouri  river.  His  re- 
searches will  be  very  likely  to  show  a  favorable 
route  as  far  as  grades  are  concerned,  as  upon  the 
high  northern  latitudes  pursued  by  him,  the 
whole  country  seems  to  expand  into  one  vast 
plain.  But  however  it  may  be  as  to  the  extreme 
northern  route,  we  believe  it  to  be  pretty  well  set- 
tled that  three  feasible  ones  exist,  one  of  which 
must  be  selected  for  the  proposed  road. 

The  route  eventually  to  be  adopted  will,  we  will 
assume,  be  the  one  best  adapted  to  accomplish  the 
objects  chiefly  in  view  : — the  convenience  of  the 
commercial  classes,  and  cost  of  construction. — 
These  are  the  considerations  that  alone  should  in- 
fluence the  question  of  location.  We  are  yet  with- 
out the  evidence  necessary  to  determine  this  point, 
and  to  claim  superiority  for  one  route  over  an- 
other, is  simply  begging  the  ciuestion."  The  most 
extensive  and  thorough  explorations,  accompanied 
by  the  most  accurate  surveys,  are  necessary  to 
decide  the  ([uestion  of  su|»eriority  between  the 
several  routes  proposed.  When  this  point  shall 
be  settled  others  of  paramount  importance^ 
perhaps,  will  still  have  to  be  disposed  of,  involv- 
ing the  question  of  convenience  of  travel  and 
commerce — to  accommodate  which  is  the  great 
end  and  aim  of  the  road.  It  may  by  no  means 
follow,  that  because  a  route  is  the  shortest  and! 
least  expensive,  it  is  to  be  preferred.  Other  ob- 
jects may  entirely  outweigh  considerations  like 
these. 

As  before  stated,  we  have  no  suflSciently  accu- 
rate knowledge  of  the  physical  characteristics  of 
the  various  routes,  to  determine  which  are  entitled 
to  the  preference.  This  knowledge  is  to  come 
from  the  results  of  future  explorations.  Our  in- 
formation thus  far,  rests  chiefly  upon  the  observa- 
tions of  voyageurs,  whose  impressions  exact  sur- 


veys may  prove 
Mr.  Benton  ever 


to  have  beeti  Very  erroneous, 
goes  so  far  as  t<i  argue  in  favor 
of  the  route  proposed  by  him,  fr^m  the  fact  that 
it  is  the  one  puriued  by  inU  anintials  in  their  mi- 
grations from  erst  to  west.  Till 
evidence,  our  o  >inions  must  be 


we  have  better 
made  up  upon 


such  as  we  can  j  ^'t.     We  are  soon  to  liave  some- 
thing more  langj;  ble  than  im:re  ai^ijectu  re.     Engi- 


neermg  parties, 
government,  are 
commencement 
we  shall  probab 
cession   to  our 
These   survevs 


mder  the  dirccti(in  of  t be  general 
now  actively  at  work,  and  by  the 
of  the  next  s«'.ss4on  of  Congress 
y  have  a  \A\gii  jind  valuable  ac- 
present  stock  ot  itifurmation. — 
«ill  undoubtedly  be  prosecuted 
with  vigor  till  th;ir  object  shall  be  fully  attained. 
When  the  pfayi  ical  characteristics  of  the  various 
routes  shall  bav(  been  settled,  tlie  more  difticult 
question  of  corimercial  considefation  will  then 
In  thi !  former  case  there  is  no  room  for 
opinion.  In  the  latter  we  have  litAle  more  than  o- 
pinion  upon  whi^h  to  base  our  coiiclusions  ;  for  al- 
though the  presiit  routes  of  commerce  and  travel 
may  be  well  deuermmed,  it  will  be  claimed  that 
their  direction  h|s  been  given  to  them  from  the 
necessity  of  the  case,  and  from  the  want  of  suita- 
ble avenues,  the  construction  of  which  will  entire- 
ly change  the  existing  order  of  things;  In  decid- 
ing the  <|Uest,ion  of  routP,  therefore,  based  upon 
the  argument  of  commercial  usi's,  or  convenience, 
a  real  or  fancied  interest  in  the  rctiiU,  will  proba- 
bly exert  a  paramount  influence.  What  is  for  the 
interest  of  the  rL>present»tive,  by  a  very  natural 
process  will  be  lelieved  to  be  the  inten  st  of  tlie 
ronstiluent,  and  tlie  (|ue8liou  of  rofiilc  will  be  much 
more  apt  to  be  decided  upon  the 'principle  of  the 
maJorH I/,  th AD  uikon  the  real  mmK''  of  the. case. 

In  the  discussibu  of  this  subject  before  congress, 
the  following  will  be  likely  to  be  insisted  as  the  im- 
mediate terminil  or  starting  places  for  the  pro- 
posed road  ;  viz :[  Chicago,  St.  l^iifiJs  and  Memphis, 
or  more  probab|}'  AVtr  Orleans,  ft>r  the  extreme 
southern  route.  Should  the  Soutli  Pass  be  adop- 
ted the  interests  I  of  the  two  furmej-  may  be  made 
to  coincide.  As  far  as  the  grc.-it  eastern  commer- 
cial cities,  and  a  majority  of  our  railroads,  are  con- 
cerned, Chicago  Would  seem  to  be  the  convenient 
point  of  starting  for  the  Pacific,  toward  this  city 
tend  all  the  gre<it  lines  of  railroad  running  west 
from  Boston,  NeW  York,  Philadeljiihia   and  Balti- 
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iccessible 


,  at  equal  i 
me  mere- ! 


more.     It  has  the  advantage  of  being 
IVom  the  sea  for  a  large  class  of  sailint  vessels, 
and  freight  can  probably  be  laid  down  th'  re  cheap- 
er than  at  any  other  point  in  the  iuterioi 
distance  from  ths  seaboard.     But  these 
ly  thrown  out  as  suggestions,  ^vhlch  miy  be  en-  j 
^.rely  outweighed  by  considerations  in  fa  kor  of  the ! 
other  pointa  nanied. 

it  is  at  present  supposed  that  the  gereral  gov- 
ernment must  in  some  way  become  part  ■  to  this 
work,  from  its  national  importance,  and  '  ast  cost, 
which  is  regarded  as  too  great  for  indir'dual  en- 
terprize.  The  greater  portion  of  the  liiieot"  tiie 
road  will  run  through  territory  belongii  g  to  tlic 
United  States,  and  which  are  uninhabitec "  There 
will  certainly  be  a  strong  opposition  to  -he  gov- 
ernment aiding  the  project,  except  by  grant  of 
lands,  from  constitutional  objections.  B  ut  these 
we  are  satisfied  must  cume  from  a  small  uinority. 
Such  an  obvious  necessity  for  the  action  of  gov- 
eriiment  generally  is  apt  to  override  all  t  lieoretic- 
al  or  technical  objectioDS. 

We  question  the  expeJiency  of  having  the  gen- 
eral government  directly  connect  itself  \  ith  such 
a  work  upon  other  grounds  ;  for  the  reas<  >n  that  it 
can  be  built  without  its  aid,  and  having  purelij  a 
commercial  character,  it  should  be  left  entirely  to 
private  enterprise.  ^  In  the  first  place,  th  i  general 
government  i.s  incompetent  to  properly  <  onstruct 
and  to  superintend  a  railroad,  and  pai  ticularly 
one  of  such  magnitude  as  the  proposed,  a  id  as  on- 
ly one  line  of  road  would  be  attempted  t<  be  con- 
structed by  it,  its  action  would  undoubt<  dly  cre- 
ate great  dissatisfaction  in  other  parts  of  t  tie  coun- 
try, not  equally  favored.  We  are  satisfiec  that  at 
least  one  road  would  be  constructed  by  the  private 
capital  of  the  country,  with  such  aid  as  tl  e  gener- 
al government  might  properly  bestow  ii  i  liberal 
grants  of  land,  and  contracts  for  the  transporta- 
tion of  government  property  and  mails.  Ihe  task 
is  not  so  formidable  as  might  be  supposed.  The 
distance  from  the  Mississippi  to  the  Pacii  c  coast 
must  be  something  less  than  two  thousan(  miles. 
Now  this  is  less  than  three  times  the  lengt  i  of  the 
Illinois  Central  railroad,  a  work  which  is  I  eing  en- 
tirely built  upon  a  credit  based  upon  the  ralue  of 
2,500,000  acres  of  wild  land.  It  is  expec  ed  that 
in  this  instance  the  proceeds  of  the  lands  will  re- 
imburse the  debt  of  the  company,  leaving  t  le  stock 
of  the  road  a  bonus  to  its  owners.  Estimii  ting  the 
Pacific  road  to  cost  si.r  times  as  mucli  as  he  Illi- 
nois Central  railroad,  let  congress  grant,  if  lecessa- 
ry,  ten  times  as  much  land  as  was  grantel  to  the 
Illinois  road,  and  here  is  at  once  a  basis  f  )r  a  cre- 
dit sufficient  to  build  a  railroad  to  the  Pac  fie.  We 
have  no  doubt  that  should  government  n  ake  an 
appropriation  of  20,000,000  acres  of  land  t  j  a  res- 
ponsible company  who  would  undertake  to  con- 
stract  %  railroad  from  some  point  on  the  M  i.ssis.sip- 
pi  river,  in  the  state  of  Iowa,  for  instance,  that  in 
six  months  the  means  necessary  for  this  j)urpose 
could  be  secured.  We  name  some  point  m  Iowa, 
eissuming  a  route  substantially  based  upo  i  Lake 
Michigan  to  be  the  route  best  adapted  to  t  le  com- 
mercial wants  of  the  country.  Such  howe  er  may 
not  be  the  case.  The  selection  of  route  si  ould  be 
left  to  the  judgment  of  private  interest,  having  in 
view  the  physical  characteristics  of  the  various 
ones  proposed.  If  more  than  one  road  can  >e  built 
at  the  same  time,  let  government  extend  t  le  same 
encouragement  to  more  than  one,  or  to  all  hat  are 


proposed.  Treat  all  with  the  same  partiality,  and 
then  leave  the  choice  of  route  to  the  sagacity  of 
private  intertdts.  We  feel  assured  in  such  case 
that  there  would  be  little  danger  of  an  unwise 
choice  of  route,  or  that  the  road  would  not  be 
much  better  and  more  economically  built,  and 
managed  in  a  manner  more  conducive  to  the  in- 
terests of  the  public,  than  it  would  be  in  the  hands 
of  the  government.  Tlie  rates  of  charges  may  be 
regulated  by  lair,  but  we  should  be  content  to 
leave  them  to  the  discretion  of  the  company,  be- 
lieving that  their  interests  and  those  of  the  public 
exactly  harni<>iii7.f,and  would  be  made  to  do  so  in 
time. 

Wc  have  in  this  country  nearly  15,000  miles  of 
railroad  in  ojjcration,  and  by  the  first  day  of 'Jan- 
uary, 1855,  we  shall  have  more  than  20,000 ;  all 
of  which,  with  one  or  two  exceptions,  have  been 
the  work  of  private  companies.  To  say,  there- 
fore, that  with  our  vastly  increased  means,  with 
the  .strength  that  $000,000,000  invested  in  our 
roads  would  give,  with  the  aid  in  lands  that  gov- 
ernment might  extend,  and  above  all  the  eclatihaX 
would  be  thrown  around  a  work  which  was  to  car- 
ry us  Ibrward  to  the  Pacific,  a  work  of  only  2000 
miles,  and  involving  an  outlay  of  not  more  than 
SI 00,000,000,  less  than  three  times  the  cost  of  the 
Erie  railroad,  is  beyond  the  ability  of  our  whole 
people  in  their  private  capacity,  so  to  term  it,  is 
what  we  are  not  disposed  to  admit.  In  fact  we 
believe  its  accomplishment  to  be  an  easy  task.  It 
was  impossible  yffc  years  since  ;  but  the  progress 
we  have  made,  and  the  confidence  which  we  have 
acquired  during  that  time,  now  renders  the 
achievement  a  comparatively  easy  one.  It  is 
practicable  by  private  enterprise,  and  we  never 
desire  to  see  government  attempt  any  work  which 
is  possible  for  private  enterprise  to  accomplish. 

We  hope  in  the  execution  of  the  above  project, 
wise  councils  will  prevail.  The  people  have  been 
equal  to  the  work  of  covering  the  country  with 
railroads.  They  certainly  are  no  less  able  to  re- 
eat  what  they  have  already  done,  and  much  more, 
to  construct  a  railroad  to  the  Pacific,  the  magni- 
tude of  which,  measured  either  by  its  length  or 
cost,  will  not  equal  a  tithe  of  what  they  have  al- 
ready achieved. 

Indiana  and  Illinois  Central  Rall^vay> 

The  Board  of  Directors  of  this  Company  met  at 
Decatur,  Ills.,  on  the  10th  of  August,  and  confirm- 
ed a  contract  for  the  construction  and  equipage  of 
the  entire  line  from  Indianapolis  to  Decatur,  with 
Messrs  M.  C.  Story  &  Co.,  of  New  York.  The 
contractors  furnish  70  per  cent,  of  the  entire 
amount  necessary  to  construct  and  equip  the  road, 
only  requiring  the  company  to  raise  30  per  cent. 
Twenty-two  thousand  dollars  per  mile  includes 
every  thing,  except  ballasting,  and  the  work  is  to 
be  completed  by  the  Ist  of  December,  1855.  Be- 
fore the  work  can  be  commenced,  however,  about 
$300,000  of  additional  stock  must  be  raised  at 
home. 

',The  Oaliland  and^Ottawa  Railroad. 

The  iron  for  this  road  is  bought — the  right  of 
way  for  most  of  it  is  secured,  and  the  contract  for 
its  construction  entered  into.  These  things  make 
the  completion  of  the  road  certain.  The  necessa- 
ry stock  has  been  taken,  and  we  are  informed  that 
the  laborers  to  build  the  road  will  in  a  few  days 
be  at  work  at  different  parts  along  the  line. 


Bank*  and  Banking. 

The  object  and  office  of  money  is  to  assist  in  the 
transfer  of  other  kinds  of  property  from  one  per- 
son to  another.  Familiar  illustrations  are  used  to 
show  this  office . — a  hatter  wishes  to  purchase  a 
barrel  of  flour ;  but  as  the  flour  merchant  does  not 
want  hats  in  return,  the  former  will  look  about  for 
some  article  that  he  does  want.  If  he  cannot  get 
the  exact  thing,  he  will  endeavor  to  exchange  his 
hats  for  something  that  the  merchant  can  ex- 
change for  the  object  of  his  desires  ;  and  as  gold 
and  silver  are  proved  by  universal  experience,  to 
be  more  common  objects  of  desire  than  any  other 
values  whatever,  and  as  it  is  found  that  men,  as  a 
general  nile,  stand  ready  to  exchange  whatever 
they  have  for  them,  the  hatter,  whom  we  make 
to  represent  all  who  have  anything  to  sell,  will 
naturally  seek  to  turn  his  products  into  the  pre- 
cious metals,  because  he  is  certain  with  these  to 
straightway  possess  himself  with  that  of  which 
he  stands  in  need.  |  .,         '".  " 

We  have  briefly  stated  the  causes  that  led  to  the. 
adoption  of  gold  and  silver  as  a  circulating  medi- 
um. It  was  not  the  result  of  a  conventional 
agreement.  The  custom  which  prevails  is  based 
upon  natural  laws,  which  precede  all  conventions. 
Gold  and  silver,  from  their  uses,  are  regarded,  and 
properly,  as  the  most  valuable  of  all  material  sub- 
stances, and  their  use  as  money  results  from  a  de- 
sire to  convert  what  has  a  limited  and  circumscrib- 
ed, into  more  general  and  universal  values  ;  into 
articles  that  every  body  is  sure  to  want,  under  all 
circumstances.  A  hatter  with  a  basket  of  hats 
under  his  arm,  might  starve  for  the  lack  of  a  cus- 
tomer ;  but  as  soon  as  he  has  exchanged  his  wares 
for  gold  and  silver,  lie  has  the  key  that  unlocks 
every  body's  treasures,  to  his  desires. 

It  is  easy  to  see,  however,  that  where  gold  and 
silver  are  employed  as  a  medium  between  buyer  and 
seller,  they  are  in  one  sense  so  much  dead  capital.  So 
employed,  they  are  not  productive  property.  This 
will  be  seen  from  the  fact,  that  could  we  dispense 
with  their  use,  and  send  the  amount  now  employed  as 
money  out  of  the  countrj-,  and  bring  back  in  return 
provisions,  and  instruments  of  labor,  we  should  in 
this  way  convert  unproductive  into  productive  cap- 
ital, and  be  so  much  richer  by  the  transaction. 

By  the  use  of  credits  we  are  enabled  partially 
to  achieve  such  a  result ;  to  dispense  with  the  use 
of  gold  and  silver  in  many  of  the  transactions  of 
business,  and  effect  a  large  saving  by  their  disuse. 
The  saving  efiected  by  the  use  of  credits  may  be 
well  shown  by  the  following  illustration.  A  Cotian 
manufacturer  in  Massachusetts  sends  his  fabrics 
to  a  jobber  in  New  York  for  sale,  who  parcels  them 
out  to  smaller  dealers  all  over  the  United  Stales. 
Before  they  finally  reach  the  consumer  they  may 
have  passed  through  a  half  a  dozen  hands.  These 
diflbrent  persons  are  the  mediums  for  conveying 
the  goods  from  the  manufacturer  to  the  consumer^ 
Were  each  of  the  several  transfers  which  are  made 
accompanied  by  the  delivery  of  an  equal  value  of 
gold  and  silver  from  one  party  to  the  other,  it  is 
easy  to  see  that  values,  exceeding  five  or  six  times 
that  of  the  property  sold,  must  be  used  to  ef- 
fect its  various  transfer,  adding  largely  to  the  cost 
of  the  transactions,  and  diminishing  the  profits  of 
the  manufacturer,  and  increasing  the  cost  to  the 
consumer.  But  supposing  in  each  case  a  credit  to 
be  extended  to  all  the  parties,  till  the  one  imme- 
diately in  contact  with  the  consumer  shall  have 
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collected  from  him  the  value  of  the  article,  and 
gbftll  tave  returned  it  through  the  same  charjiels 
through  which  the  goods  had  been  received,  a 
very  considerable  saving,  it  is  plain  to  see  would 
be  effected.   ' 

Now  in  business,  the  reason  of  credits  is  found- 
ed upon  the  saving  etfet  ted  in  the  manner  stated. 
When  ksitimalelij  used  they  are  confined  to  trans- 
;ictioiis  of  the  character  described.  Their  drttsc 
consists  in  extending  tliem  topartics  who  are  not 
the  mere  channels  of  communication  between  the 
producer  and  consumer,  but  to  persons  who  use 
these  credits  aa  proper/ ij,  and  make  them  the  *as<i- 
of  business  operations. 

Many  of  the  most  important  transactions  of  bu- 
siness are  not  only  effected  by  the  use  of  credits, 
but  even  when  the  interpositionof  money  becomes 
necessary,  we  use  the  symiol  instead  of  the  suh- 
stance,  and  in  this  manner  dispense  almost  entire- 
ly with  the  actual  use  of  gold  and  silver.  We  use 
the  symbol  because  it  costs  less  than  that  for  which 
it  stands.  Paper  money  is  supposed  to  be  a  mere 
representation  of  actual  value  which  stand  behind 
it,  and  into  which  it  can  be  changed  at^he  option 
of  the  party  holding  it,  and  it  is  the  belief  that  it 
can  be  instantly  converted  into  gold  and  silver 
that  causes  it  to  be  taken  as  money. 

Now  without  going  into  a  discussion  as  to  the 
ratio  that  should  exist  between  the  amount  of  gold 
and  silver  held  by  a  bank,  and  the  amount  of  ;;a- 
l>€r  money  in  circulation,  or  issued,  and  questions 
of  a  similar  character  ,which  might  well  fill  vo- 
lumes, instead  of  columns  in  our  Jmnial,  we 
would  state  that  the  expediency  of  issuing  symbols 
of  value  is  sanctioned  by  experience,  and  is  one 
of  the  most  marked  characteristics  of  modern  com- 
merce, and  is  one  of  the  principal  causes  of  its 
wonderful  progress  and  expansion.  To  dispense 
with  its  use  would  strike  a  serious  blow  on  the 
prosperity  of  our  country  would  be  felt  alike  by 
all  classes,  by  the  consumer  as  well  as  the  produ- 
cer, by  the  poor  and  laboring  man  as  well  as  the 
rich  one. 

With  these  remarks  we  come  to  the  leading  ob- 
ject of  this  paper,  which  is  to  show  the  kgilimaU 
office  and  duty  of  Banks  of  discount.  They  sup- 
ply a  credit  which  takes  the  place  of  gold  and  sil- 
ver, in  the  purchase  and  sale  of  property.  Their 
i-ssucs  therefore  should  bear  a  precise  ratio  to  the 
extent  of  the  business  operations  of  the  communi- 
ty in  which  they  are  situated ;  or  to  speak  more 
directly,  to  the  healthy  or  necessary  movement  of 
property  from  one  person  to  another.  Money  has 
no  other  object  than  this,  and  should  there  be  at 
any  time  an  amount  of  the  precious  metal  exist- 
ing in  the  shape  of  money,  in  excess  of  the  wants 
of  business,  the  surplus  would  be  either  exported, 
or  turned  to  other  uses  equally  beneflcial.  When 
there  is  an  excess  of  paper  money,  on  the  other 
hand,  we  treat  it  for  the  time  being,  as  we  do  our 
excess  of  gold  and  silver,  and  make  it  the  basis  of, 
when  it  is  only  fitted  to  serve  as  an  instrument,  in 
business  operations.  When  therefore,  the  issues 
of  banks  are  in  excess  of  the  wants  of  business,  an 
apparent  value  is  created,  which,  treatedas  a  sub- 
stantial one,  becomes  the  basis  of  other  transac- 
tions not  warranted  by  the  condition  of  the  com- 
munity or  individuals,  and  which  often  ends  in 
ruin  to  both.  The  credit  which  was  treated  as  cap- 
'tal,  is  suddenly  withdrawn,  and  men  who  sup- 
posed themselves  rich  to  day,  find  themselves  poor 


to-morrow,  and  all  suffer  more  or  less  by  a  gen- 1  JBoney ,  and  can  l)e 


made  surb  only  Hy  a  large  dis 


cral  depreciation  of  property.     Should  there  be  an  ,  count.     The  bilU.  oi '  a  country  l»ank  r*  miles  from 
excess  of  gold  and  silver  currency,  "e  send  it  a-   New  Vork  are  at  d  ml  tie  the  discouuit  \a  this  city, 

lie  must  reiuute  {bank  in  New 
redemption    of    whi»-h  there 
security,  and   iabout  whose 
«ver  is  known.     The  cause  of 


broad,  and  import  in   return  other  values;  but  an  Ian  arc  the  bills  of 
excess  of  paper  money  only  leads  us  to  contract 'England,    for    the 
debts  without  supplying  the  means  of  payment,      i  is   in  fact  no   lega 
For  the  reasons  enumerated   it  is  considered  j  aRiiirs  nothing  wha 
a  fundamental  principle  of  good  banking  to   dis-  (this  singular  state  j>f  thinirs  is,  that  by  a  mutual 
count  none  but  business  paper;  paper  that  reprc- !  arrangement,  all  tlie  New   Ensland  l>.anks  make 
sents  a  regular  business  operation  ;    a  transfer  of!  tlieir  bills  pnr  in  B(  ston,  and  tlity  aite  received  by 
property  from  one  hand  to  another.     So  long  as  I  all  the  banks  in  tlu 
this  rule    is  pursued,   banks  harmonize  with,  ai^d  I  favor  as  their  own 

advance  the  general  prosperity  of  the  country.  I ders  it  impossible  Ipr  any  ic.uutiy  bank  to  keep 
They  are  in  lactone  of  the  great  causes  of  its  pros- ji«  circulatiou  a  larger  nunil»er  «»f  l^ills  than  are 
perity,  promoting  the  advantage  of  the  i)oor  as  i  needtd  to  meet  tint  immediate  business  wants  of 
well  as  rich.  They  supply  a  credit  which  enables  |  the  comniiinity,  as  ill  excess  is  iniinediaU'ly  sent 
us  to  dispense  with  an  C(jual  amount  of  real  value,   to  Boston,  and  in  tlic  natural  course  of  trade  goes 


payment  of  notfs  with  equal 
bills.     This  arrairiKciuent  reu- 


wbich  we  use  for  other  purposes.     So  long,  there:  1  into  the  city  banks 
fore  as  banks  confine  themselves   to   discounting  \  once  called  ui)oii  lot 


and  those  issuing  them  are  at 
take  them  up.     In  this  man- 


paper  taken  in  the  regular  and  ordinary  course  of  |  ner  the  issues  of  b^uks  are  restrained  to  tho  lim- 
its of  the  business  j  wants  of  the  cojnninnity.  A 
sound  system  of  b;inking  is  the  resdlt,  w  ith  com- 
plete safety  to  th^  bill  iiolder,  .ik  experience 
l»ioves,  by  the  opeitttions  of  l.usiiK-si;,  rather  than 
by  any  legislative  Enactment,  and  Whieli  renders 
the  bills  of  the  Ne>t  England  banks  ».  much  more 
desirable  circulating  medium  to  our  ]>eople  even, 
than  the  bills  of  oilr  country  l>anks,  which  are  se- 
cured beyond  a  peiSadventure. 

I  Kzeuraloiit 

Seir  Jerseij  Locomotire  and  Mackiiic  Company. 
— Last  Friday,  19th  inst.,  the  pi^pitietors  of  the 
New  Jersey  Locordotive  and  Afl^liine  Company 
went  with  their  operatives,  numberilig  some  800, 
men  and  boys,  on  ab  excursion  to  IM  Crystal  Pal- 
ace. ! 

They  left  Paterson  in  the  rogular  train  at  7  40 
A.  M.,  after  marching  in  procession  through  the 
streets  with  a  band.of  music  and  several  appro- 
priate Banners  and  also  a  miniature  Locomotive 
and  Tender,  a  very  beat  little  thing,  made  and  pre- 
sented to  them  by  ilr.  Lane,  of  Paterson. 

The  Engine  "  R.  t-  Colt.  "  which  dtew  the  train, 
WAS  built  by  their  Company  for  the  New  York  db 
Eric  Railroad,  in  the  incredibly  short  space  of  18 
working  days  after  they  received  the  order.  She 
was  built  in  a  greaii  hurry  for  a  freight  engine,  to 
run  on  the  narrow  gauge  between  Hew  York  and 
Paterson.  She  is,  (however,  run  w  ith  the  passen- 
ger trains  and  mabes  her  time  w  ith  ]>erfect  ease. 
The  Railroad  Gon^pany  are  much  ^>leased  with 
her,  she  having  4)ro(\-ed  an  excellent  engine  in  ev- 
ery respect  and  verir  economical,  baring  cost  but 
little  lor  repairs  single  she  was  built,  Kvhich  was  in 
March  last.  {  I 

The  men  having  Arrived  in  Duanc  Street  march* 
ed  to  the  6th  Aveniie  cars,  prepared  for  them  in 
College  Place,  and  broceede<l  to  the:  Crystal  Pal- 
ace. Here  they  speift  five  hours  in  aiquiet  and  or- 
derly  manner,  beini  known  by  tho  badge  which 
they  wore  upon  the  occasion.  They  scattered 
themselves  about  ^he  Palace  and  proved  them- 
selves by  the  interest  they  manifested  in  the  works 
of  Art  of  every  deicriptiou  thei-e  collected  from 
every  quarter  of  th|  Globe,  a  very  inJelligent  body 
of  men,  and  c.-ipah|le  of  a|>precialing  works  of  a 
high  order  of  talenll  and  skill. 

At  3>2  o'clock  t^ey  returned  by  ilie  6Ui  Ave- 
nue cars  to  Chambers  street  and  theticj  mardied 
to  the  Ferry.  Aft^r  landing  in  Jersey  City  they 
marched  In  proceksion  throuch  several  of  the 
streets  giving  an   txample  of  what  might  be  ex. 


business,  they  are  exercising  their  pro|)er  and  le- 
gitimate function.  The  moment  they  exceed  this 
limit  they  become  the  great  promoters  of  specula- 
tion-and  extravagance,  aud  may,  as  they  did  in 
1837,  involve  the  entire  business  community  in 
ruin. 

There  is  no  doubt  that  in  this  community  the 
principles  of  sound  banking  are  but  little  under- 
stood. Our  banks  loan,  and  loan  all  they  can,  for 
the  sake  of  making  money.  Many  of  them  as 
readily  loan  on  a  fan^y  stock  as  upon  a  note  taken 
for  a  cargo  of  sugar.  The  consequence  is  that 
speculators  being  able  tc^  get  money  "on  easy 
terms,"  as  the  phrase  is,  blow  their  l)ubbles  to  an 
enormous  extent.  By  and  by  the  banks  themselves 
cannot  keep  up  their  credits,  are  forced  to  take  in 
their  issues,  to  make  good  their  promises  by  re- 
deeming the  symbols  of,  with  real,  money.  For  a 
period  longer  or  shorter  they  find  themselves  una- 
ble to  grant  any  facilities  or  credits.  Business  re- 
lations of  all  kinds  are  disturbed.  Fancies  col- 
lapse, and  the  value  of  the  aggregate  property  of 
such  a  community  as  New  York,  may  he  reduced 
S20 ,000,000  in  a  day ;  all  from  a  vicious  principle 
in  banking.  Witness  the  recent  pressure  formoney 
and  the  decline  of  stocks  in  the  New  York  mar- 
ket, under  the  curtailment  of  the  excessive  issues 
of  our  city  banks. 

We  hear  a  great  deal  said  in  praise  of  the  New 
York  Free  Banking  Law,  which  is  a  general  ob- 
ject of  imitation  by  other  States.  It  may  have 
its  excellencies,  but  we  believe  it  peculiarly  cal- 
culated to  promote  the  abuses  we  have  pointed 
out.  It  is  generally  supposed  that  because  the 
bill-holders  are  made  safe  by  it,  the  business  of 
banking  rann,it  be  over  done.  This  is  a  grand 
mistake.  The  security  which  the  law  requires  to 
ho  deposited  in  the  archives  of  the  State  is  one  of 
the  principal  reasons  why  banking  is  overdone. — 
The  banks  feel  compelled  to  make  large  loans  to 
enable  them  to  pay  a  good  interest  on  the  amount 
invested .  They  therefore  issue  and  keep  in  circu- 
lation as  many  bills  as  possible,  irrespective  of  the 
wants  or  demands  of  business.  Had  the  law  re- 
quired all  the  banks  in  the  State  to  have  made 
their  hills  par  in  the  city  of  New  York,  it  would 
have  eftected  a  greater  good  than  any  provision  in 
it.  It  would  have  been  impossible  for  countr^ 
bulks  to  have  kept  up  a  circulation  in  excess  of 
the  wants  of  the  community  in  which  they  were 
situated.    As  it  is,  their  issues  are  not  even  paper 
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pected  of  the  Jersey  City  folks  whfen  they  get 
their  Locomotive  works  in  operation.  If  Jersey 
City  turns  out  as  fine  a  body  she  ne4d  never  be 
ashamed  of  thcra. 

They  all  went  up  to  Paterson  at  5i  o'clock  and 
arriving  there  partook  of  a  most  exce  lent  dinner 
prepared  by  Mr.  Luce,  proprietor  <  f  Congress 
Hall,  which  gave  general  satisfaetioi ,  and  was 
abundantly  tested  by  the  men  who  la<  ked  no  ap 
petite  after  the  fatigue  of  a  very  long  day  of  en 
joyment. 

The  whole  expense  was  borne  by  th4  Company, 
and  they  deserve  much  praise  for  the  r  disinter 
ested  act   of  kindness  and   magnanii  lity.      The 
whole  affair  was  got  up  in  a  spirit  of  gold  willJind 
without  any  taint  of  selfishness. 

After  dinner  several  appropi  iate  toas  s  were  giv- 
en, and  several  neat  and  appropriatj  speeches 
were  made,  of  wljich  Labor  of  coun  e  was  the 
theme.  It  would  indeed  seem  as  tho  igh  things 
had  wonderfully  changed  since  th<  days  of 
Henry  VIII  and  the  Field  of  the  Cloth  of  Gold.— 
Then  Nations  and  Monarchs  met  for  t  le  display 
of  Pride  and  Extravagance ;  now  tht  y  meet  to 
bnild  and  fill  Palaces  with  works  of  In  lustry  and 
Art,  and  Labor  is  honored  before  all  tl  ings.  La- 
bor is  becoming  honorable  and  respect  id,  instead 
of  being  regarded  as  mean  and  degradi  ig. 

The  New  Jersey  Locomotive  and  Ma(  ihine  Com- 
pany went  into  operation  under  their  charter  in 
April  1861.  Since  that  time  they  hav  ;  built  52 
Locomotives.  The  works  have  been  under  the 
management  of  Mr.  John  Brandt  since  ,he  fall  of 
1861,  and  it  is  no  more  than  fair  to  say  <  hat  all  the 
Engines  built  under  his  managemtint  are  of  the 
very  first  order.  Mr.  Brandt  has  been  connected 
with  several  railroads  as  Superintend*  int  of  Mo- 
tive Power,  and  having  entire  control  <f  that  de- 
partment for  about  19  years,  or  almos    from  the 


first  introduction  of  Railroads  into  the 


He  left  the  New  York  and  Erie  Rail  Ro;  A  in  Sep- 


tember 1861  and  was  presented  by  the 


ees  "  of  that  road  with  a  splendid  servii  e  of  plate 
costing  about  S800 — as  a  testimonial  o  '  their  es- 
teem. 

The  Engines  built  by  this  Company  i  re  models 
of  durability,  being  built  in  the  most  leviceable 
manner  to  stand  the  wear  which  they  m  ust  neces- 
sarily receive.  They  are  always  bui  t  of  the 
best  materials,  selected  and  tested  with  the  great- 
est care,  no  cheap  materials  are  ever  used,  and 
any  inferior  articles  invariably  rejected. 

The  various  roads  which  have  their  ;ngines  ip 
use  always  give  them  the  highest  encon  urns  and 
say  they  have  no  superiors.  They  will  turn  out 
30  engines  this  year. 

Paterson  has  four  Locomotive  shof  s  turning 
out  among  them  all  som^  13  or  14  ]  Ingines  a 
month,  and  the  Engines  made  there,  f(  r  service, 


ountry. — 


'  employ- 


wel 


economy  and  beauty,  will  compare 
whole  world. 

The  oldest  establishment  in  the  to^n  of  the 
kind  is  that  of  Rogers,  Ketchum  &>  €  rosvenor, 
which  commenced  making  locomotives  about  16 
years  ago.  The  next  is  the  New  Jersey  Locomo- 
tive and  Machine  Company,  having  beei  i  in  oper- 
ation under  a  partnership,  since  1846.  'W  m.  Swin- 
burne &.  Co.,  and  Danforth,  Cooke  &  C  o.,  are  of 
more  recent  d*(e,  having  been  establisbefl  one  and 
two  yean.  :-■=::.•>  5=  ■• -J  .*."''• 
f  atenon  has  now  a  population  of  abo4t  16,000, 


with  the 


and   owes  its  present  prosperity  mainly  to  this 
branch  of  business. 

Tho  New  Jersey  Locomotive  and  Machine  Co., 
made  five  superior,  large,  full  crank  Engines,  for 
the  Ontario,  Simcou  &  Huron  Railroad  Company 
of  Canada,  this  year.  They  are  almost  the  only 
engines  which  have  yet  crossed  the  Lakes  or  St. 
Lawrence  into  Canada.  There  is  now  a  Locomo- 
tive shop  in  Toronto  but  it  is  limited  in  capacity 
and  will  not  be  abU*  probably  to  make  anything 
like  thejnumber  of  Engines  which  will  be  needed 
in  Canada  tlic  next  few  years,  especially  should 
the  Grand  Trunk  liiie  be  successfully  carried  on. 
The  duties  of  124  P«''  cent  are  however  greatly  in 
favor  of  such  establishments  there,  and  with  the 
freight,  a  great  impediment  in  the  way  of  Ameri- 
can builders.  The  English  builders,  however, 
have  more  freight  and  the  same  duties  to  pay,  so 
that  Canada  must  get  many  of  her  Engines  here 
for  years  to  come.  They  have  a  great  inducement 
to  do  so  in  those  they  have  received  from  this 
Paterson  Company,  as  they  are  of  very  superior 
workmanship,  built  on  scientific  principles,  and 
strong,  serviceable  machines. 

One  thing,  it  is  to  be  hoped,  this  Company  will 
adhere  to,  .ind  other  Companies  follow  their  ex- 
ample, which  is  to  give  their  engines  ^at  the  time 
they  contract  to  deliver  them.  We  believe  they 
are  never  behind  their  time,  and  this  is  a  matter 
of  great  importance,  much  more  so  than  people 
are  generally  aware  of,  in  all  busine.ss  transactions, 
except  paying  notes.  In  that  every  business  man 
is  up  to  the  mark.  If  Rail  Road  Companies  can- 
not get  their^ Engines  in  time,  they  cannot  build 
their  roads  in  the  time  promised,  they  cannot  do 
their  business  promptly  any  more  than  the  monied 
man  can  fulfil  his  promises  if  his  papers  be  not 
cashed  at  maturity.  Let  "  Promptness  "  be  the 
universal  motto  in  every  business. 

An*tli«r  Connection  -with  the  Mobile  and 
Ohio  Railroad. 

We  learn,  says  the  Mobile  Advertiser,  by  a  let- 
ter from  Hickman,  Kentucky,  that  a  company 
was  formed  at  that  place  on  the  20th  ultimo,  for 
the  purpose  of  constructing  a  branch  railroad 
from  Hickman,  Kentucky,  to  intersect  the  Mobile 
and  Ohio  Railroad  in  Obion  county,  Tenn.,at  the 
point  where  the  Northwestern  Railroad  from 
Nashville  to  the  Mississippi  river  intersects  or 
crosses  our  great  trunk  railroad.  We  learn  that 
a  sufficient  amount  of  stock  has  been  subscribed 
to  grade  the  whole  line  of  route,  and  prepare  it 
for  the  iron,  and  there  can  be  no  doubt  of  its  ear- 
ly construction. 

The  following  named  gentlemen  have  been  chos- 
en Directors  of  the  Company :  S.  Burrows,  Pres- 
ident ;  0.  F.  Young,  Jeseph  Keith,  E.  B.  Fugua, 
Gen.  Robert  Matson,  U.  D.  Kingman,  A.  J.  Thom- 
as, J.  Edmonston,  and  Gen.  G.  W.  Gibbs. 

It  is  understood  to  be  the  ultimate  design  of 
the  company  to  make  an  early  extension  of  this 
road  to  St.  Loais  via  Iron  Mountain,  thus  con- 
necting by  railway  the  South  and  Southeast  with 
the  great  Northwest. 

Every  additional  connection  with  the  Mobile 
and  Ohio  Railroad  increases  its  prospects  of  busi- 
ness, and  of  course  by  so  much  appreciates  the 
value  of  its  stock.  Our  readers  will  see  at  a  glance 
that  the  construction  of  the  road  above  described 
will  be  not  only  a  benefit  to  the  railroad,  but  to 
the  city  also,  by  making  a  large  additional  area 


of  rich  and  productive  territory  measurably  tribu- 
tary to  this  port.  We  hope  the  enterprise  may  be 
carried  forward  to  successful  completion. 

IllinoU  Central  Kallroad. 

The  president  of  the  Illinois  Central  railroad 
company  has  made  a  communication  to  the  board 
of  directors  of  that  company,  detailing  the  present 
condition  of  the  company  audits  progress,  from 
which  we  give  the  following  extracts ; 

Receipts  and  Expenditures  to  Aug.  1,  1853. 

HKCEIPT8,  .     ;    :    ' 

Capital  St^ck. 

Cash  applicable  to  stock $1,626  00 

$20  per  share  on  10,- 

000  shares $200,000  00 

810  per  share  on  10,- 

000  shares 100,000  00  ' 

$6  per  share  on  89,293 

shares 446,466  00 


$746,466  00 


Construction  Bonds. 

To  contractors  and 
others  at  par 650,500  00 

To  subscribers,  $4,000 
000  loan 1,289,000  00 

To  subscribers  to  $3,- 
000,000  loan 322,600  00 

To  parties  on  special 
contract 436,000  00 

Instalments  on  $4,000, 
000  loan,  for  which 
bonds  are  to  be  is- 
sued      168,889  89 

Instalments  on  $3,000, 
000  loan,  for  which 
bonds  are  to  be  is- 
sued       426,300  06 

Instalments  on  $6,000, 
000  London  loan. . .    2,912,977  74 


Exchange. 

Premium  on  bills,  etc. 
Bills  and  accounts  pay- 
able  


6,196,117  68 

86.241  27 
812,076  78 


Totalreceipts $7,840,626  68 

EXPCNOITURES. 

Charter  Expenses. 
Prior  to  organization 

of  company $61,299  00 

Company  Expenses. 
Salaries,  counsel  fees, 

etc.,  etc 106,746  82 

Land. 
Land  damages,   right 

of  way,  etc 607,010  70 

Engineering.  -        '. 

Surveys,  maps,  profiles 

etc 219,387  81 

Construction  Account.  -     .  :.. 

Graduation,    masonry, 

bridging,  etc.,  etc..    3,344,283  47 

Iron  Rails. 

Including  -transporta- 
tion to  Illinois 1,839,869  03     .,      '. 

Equipment  of  engines,  ' 

carri.etc... 87,79106    '-    '^^ 

Commissions 202,328  71    :'     ';''':, 

Balance  of  interest  ac-  '    ;    ' 

count 99,616  36 

Total  expenditures.. . $6,468,216  46 

ON  HAND. 

Cash  deposits  and  bills 
receivable '■■■■-'•    1 ,382,809  28 

WAYS  ANn    MEANS. 

Capital . ,  $17,000,000    Assumed  cost.  $17,000,000 

Capital  Stock. 

First  instalment  of  $6  per  share  on 

60,382  shares $301,910  00 


•i 
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ConstrucLloii  Bondf. 

To  be  issued 
at  p»r  for 
rails       on 

contracts.    464,500  00 
For   earth 
work  and 
other  con- 
tracts....   670,000  00 


Remaining 
instalments 
on  subscrip- 
tions    to 
loan  on  7 
per     cent. 

bonds  for.  4,000,000  00 
Paid  to  Aug. 
1,1863... 1,447,839  89 


-1,134,600  00 


Remaining 
instalments 
from  Lon- 
don loan 
on  6  per 
ct.    bonds 

of 5,000,000  00 

Paid  to  Aug. 
1,1853... 2,912,977  74 


2,55?,160  11 


Remaining 
instalments 
on  loan  of 
June  15, 
1863, 7  per 
cent  bonds 

of 3,000,000  00 

Paid  to  Aug. 
1,1853...    747,800  00 


2,087,022  26 


-2,262,200  00 


Remaining 
payments 
on  bonds 
sold      by 
special  con- 
tract of..    900,000  00 
Paid  to  Aug. 
1,  1863...   436.000  00 

464,000  00 


Exchange. 

Premium  on 

Foreign 

Bills 41,740  44 

Premium  on 
Domestic 
Bills 110,000  00 


Cash. 

On  hand    in 
deposit  and 
bills  receiv- 
able   

Less  bills  & 
accounts 
payable . . 


--8,489,882  37 


151,740  44 


Less  Illinois 
state  depo- 
sit appro- 
priated to 
interest 
fund  of. , . 


1,882,809  23 

812,076  78 
570,232  45 


200,000  00 


370,232  45 


Total  means  now  piovide<l $9,313,765  26 

Add  expenditures  to  Aug.  1,  1863. .   6,458,216  46 


Total  provision  for  cost  of  roiid.  .  .S16,771,981  71 
It  is  assumed  that  tlio  total  cost  of  the  road  and 
equipment,  when  complete,  vill  bo  $17,000,000, 
which  includes,  in  addition  to  tlje  detailed  esti- 
mates of  the  Engineer,  a  liberal  allowance  for 
interest  on  the  bonds  during  the  construction  of 
the  road,  and  also  for  contingencies  not  anticipat- 


ed or  estimated.  Nothing  has  occurred  in  tlia 
progress  of  the  work  to  induce  a  belief  that  this 
estimate  will  be  exceeded,  unless  the  develop- 
ment of  the  busieess  upon  the  portions  of  the 
rood  before  its  full  completion,  shall  demonstrate 
the  necessity  of  a  more  extensive  equipment,    or 

larger  outlay  for  suition  accommodations  than 
was  originally  contemplated. 

Our  work  is  now  in  a  state  of  rapid  progress. 
A  large  force  is  employed  upon  it,  ^ii<!  materials 
of  all  kinds  for  the  superstructure  arc  in  readi- 
ness. ^ 

Sixty  miles  from  Lasalle  to  Bloomington,  and 
fifty-five  miles  from  Chicago  to  the  Kankakee 
River,  are  in  operation.  Parties  are  now  laying 
track  at  four  or  five  different  points  on  the  line. 

We  have  received  more  than  40,000  tons  of  Iron 
since  the  commencement  of  the  work,  all  of  which 
has  gone  to  Illinois  or  is  on  its  way  there  The 
remainder  due  us  cm  our  coutrarts,  amounting, 
with  what  is  already  received,  to  07,tH)(l  ttins,  wc 
have  good  reason  to  believe  will  arrive  as  fast  as 
it  shall  be  needed. 

It  is  assumed  th.at   the  rond   will 

cost  completed Sl'.ftOO.OOO.OO 

The  means    are  ali-eady  secured, 

as  appeai-s  by  tlie   fun-going 

statement,  to  the  amount  of.     15,771,981  71 


Leaving  yet  to  be  i>rovi.le.l .^1, 228,018  29 

We  are  at  liberty  to  issue,  by  the  terms  of  oar 
mortgage,  in  the  whole,  617,000,000  ofCon-struct- 
ion  Bonds,  There  aru  conseciuently  more  than 
$2,300,000  of  these  Bonds  not  yet  disposed  of 
or  appropriated. 

Wc  have  more  than  260,000  acres  of  land  in  the 
vicinity  of  the  road,  unincumbered  by  the  mort- 
gage, and  subject  to  early  sale  if  thought  advis- 
able, the  avails  of  which  are  unaj)proprialed  ex- 
clusive of  an  equal  number  of  acres  appropriated  to 
the  interest  fund. 

And,  in  addition  to  all  this,  we  shall  have  150,- 
000  shares  of  stock  on  which  will  have  been  paid 
only  S°5  per  share,  10,000  shares  on  which  has  been 
paid  $10  X)er  share,  and  10,000  shares  on  which 
has  been  paid  $20  per  share,  all  subject  to  call  lor 
further  instalments,  in  case  any  possible  con- 
tingency should  render  such  a  resort  necessary, 
though  the  existence  of  such  contingency  can 
hardly  seem  possible. 


Mew  DUcoYeriea  of  Iron  Ore. 

Messrs.  Lansing  &  Thurber  have  at  their  office, 
adjoining  the  Post  Offiice,  some  fine  specimens  of 
Iron  taken  from  a  mine  recently  discovered  in  the 
Lake  Superior  country,  within  two  miles  of  the 
Lake.  They  also  have  some  specimens  of  wrought 
Iron  made  from  this  Ore  which  is  of  a  quality 
equal  to  the  best  that  has  been  made  from  any 
of  the  ore  in  that  region.  It  has  been  submitted 
to  such  tests  as  no  other  iron  except  when  heated 
to  a  "welding  heat  "'has  ever  successfully  en- 
dured. While  cold  it  has  been  twisted  and  bent 
in  every  possible  manner,  with  as  much  apparent 
ease  and  without  showing  any  more  indications  of 
cracking  or  breaking  than  tne  purest  lead.  If 
this  mine  shall  be  found  to  be  inexhaustible,  as 
seems  to  be  the  case,  being  ten  or  eleven  miles 
nearer  to  the  Lake  than  the  iron  mountain  beds 
of  ore,  it  will  prove  a  most  invaluable  discovery, 
as  it  can  be  brought  to  this  city  at  so  small  a 
comparative  cost.  In  addition  to  the  Iron  Ore, 
it  is  believed  that  an  abundant  supply  of  Red 
Ochre  exists  in  the  same  mines.  Specimens  of 
the  ore  have  been  submitted  to  the  inspection  of 
Dr.  Terry,  who  is  of  opinion  that  the  substance 
exists  there  of  an  excellent  qualitv,  as  we  are  in- 
formed. We  also  learn  that  a  company  is  about 
being  formed,  partly  of  Eastern  and  partly  of  De- 
troit capitalists,  for  the  purpose  of  working  this 
Iron  into  blooms,  &c. 

We  trust  that  such  is  the  case,  and  that  Michigan 
in  general  and  Detroit  in  particular  will   begin  to 
reap  some   of  the   benefits   of  the   rich   and  in- 
exhaustible mineral  resources  pf  the  Lake  Super 
.or  Iron  mines. — Detroit  TribvrU.  -   . 


Cent  or   L>ocokn«tlTe       Jtanuraclmri»K> 

There  are  two  things  which  especially  interest 
western  manufactbrers  of  iron,  in  regard  to  the 
expediency  of  organizing  locomoHive  works  in 
their  section  of  the  country  ;  one  'is  the  cost  of 
manufacturing  an  engine  at  home,  another  the 
cost  of  moving  an  engine  from  the  east,  the  de- 
mand for  either  being  supposed  to  be  dependent 
on  a  certain  pricei  Wc  will  give  an  estimate  of 
the  whole  business  of  making  locomotives  as  far 
as  we  can  do  in  a  general  case. 

To  commence  Irith  the  locomotive  shop,  we 
will  say  a  desirable  plan  will  be  found  described 
in  the  last  number  of  the  Journal^ — desirable  for 
its  convenience  f6r  conducting  the  different  de- 
partments, with  the  means  of  a  ready  communi- 
cation between  thje  whole.  By  thait  plan  a  con- 
venient delivery  <jf  one  part  of  the  work  to  the 
hands  of  tlie  department  of  the  next  is  easily  had. 
The  shop  can  be  cheaply  built,  and  those  o{>era- 
tions  requiring /f/<  are  conducted  entirelvby  them- 
selves. A  good  li^htcan  be  readily  had  and  a  good 
distribution  of  shiifting  can  also  l^:  made.  The 
plan  admits  of  ank*  future  cxtcn.Mclns  in  any  de- 
partment without!  interfering  with  the  others — 
The  business  too  would  be  conducted  wholly  upon 
one  level,  avoidir  g  the  loss  of  rodni  and  labor  oc- 
casioned by  staira .  I 

To  contain  th;  following  list  of  machinery, 
sufficient  for  the  ihanufacture  of  three  engines  per 
month,  amain  sqop  building  of  160  by  65  feet 
would  be  required  :  a  wheel  ^bop  and  wood  shop 
in  one  range  of  4^  by  100  ft,  a  boiler  shop  60  by 


190  feet,  and  a  b 
The  following  est 
necessary,   and 


acksmiths'  shop  60  by  40  feet, 
mate  embraces  afull  list  of  tools 
Ihcir    whole  coat  under  present 
prices  of  machinii  t's  labor  and  of  materials. 

LIST    or   TOOLS  ropt  BUICDING     THREjE    ENGINES    FER 
MONTH. 

feet    long;  swin^  6>^  ft.     $6300 
"      4       "        1000 


Three  lathes.l  18 

One  boring ' 

12 

Six  lathes 

12 

Two    " 

12 

Two   " 

16 

Eight " 

10 

Four  " 

8 

Five  " 

6 

Two  Planers  10 
Five  Planers  6 
Three  polishing  lathes. 


;2  ft.  8  in. 
2  "  2 


2250 
726 


"  >2  "8  "   920 

"   p  "     2600  ^ 

"   I  "  7  •'  1100 

II  I  .1  (wvk 


900 

One    Phyicr   16  feet  long 1160 

1850 
2250 

846 


Two  upright  drilfc 700 

Eight  upright  dijills 700 

Two  bolt  cutting  i  machines- 840 

One  Key  way  cutiter  for  axles 176 

One  42  inch  blowtr 80 

Si.xty  vises L 990 

Ten   anvils L US 

Power  saws  and  frames 160 

One  power  punch  shears 600 

One  travelling  hoisting  apparatus'. 260 

One  trip  hammer ^qq 

Three  cranes ) 2OO 

Taps,  Dies,  Chuc^,  Drills,  &c 800 


acks, 

lei... 


Total  for  tools  I $25750 

I  One  steam  engin^,  14  inch  cylinder,  42  in. 
I  stroke,  witli  twolflue  boilers,  42  inches  in 

I  diameter,  and  32  feet  long $3200 

LflOOOlbs.  ofshaftSngat  11  cents 440 

fl5000  lbs.  or  800  feet  of  ca.st  iron  pipe  51^  c.        828 


$4468 
Grand  total  lor  machinery $30,218 


The  above  estimate  includes  no  allowance   for 
afoundiy,  which  would  require  twocupolasand  two 


I 
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etc.,   cuBliiig 


or  three  cranes,  with  flasks,  ladk'K, 

'perhaps  $1500  more. 

The  shops  and  lands  will  cost  froih   $10,000  to 

S12,000.      The  working  capital  sho  ild  be  aroin 

mand  of  $100,000,  .-ind  should  be 

good  orders,  and  good  credit,   with   ;  510,000    ca.xh, 

and  a  good  stock,  say  enongh  for  o  le  months  o|»- 

erations,  of  castings,  copper,  bar  iro  i,  etc. 
The  next  thing   is  the  cost  and 

making  locomotives.     For  this  piirp  )se    we   shall 

assume  the  case  of  a  first  class  outsipe  connected 
•  engine,  built  west  of  the  Alleghanies 

nearly  as  we  can  the  prices  paid 
:  and  an  advance  of  ten  per  cent. 
■   paid  in  Boston  for  labor.      Wewilliive  our  tsti- 

mates    u|>oii  a    15    inch  cylinder   cigiuc,  having 

four  six-feet  drivers  w  ith  Bowling  ti  res,  and  four 

truck  wheels,   46  inch  boiler,  weig 

tubes  0100  lbs.  and  containing  3200 
■  brass  tubes,  iq  lal  to  776t.(juare  tee 

face  ;  solid   t'orged   franio,  link   mo 

stroke  ]>nmps.     Tondcr  to  carry  l^^ 

and  1600  gallons  of  water. 


the   profit  of 


and  allow  as 
or  materials, 
>n  the  prices 


ling,  without 

lbs   of  solid 

1  of  tube  sur- 

,ion  and   full 

:ord8  of  wowl 


lun.v  CASTiNt;. 

Two  15  in.  cylinders  cast 

in  loam 2500  lbs  n 

TwolS  "  pistons  all  iron 
castings  for  do 3:i6  " 

Four  16  "  cylinder  cov- 
ers       o50  " 

Two  steam  chests  and 
covers 800  " 

Two  cross  heads 200  " 


Four  driving  w  heels . . . 
Twelve  truck  wheels . . . 
Other  engine  castings.. 
Other    tender    eastings . 


6800  " 
5600  " 
•1500  " 
1750  " 


BH.l:18    CASTINGS. 


For  pumps,  valve*,  etc. 

For  cocks 

For  oil  cups 

For    letters    and   orna- 
ments       300 


320  lbs 
40  " 
20  " 


els.  .$100,00 


20,525  "  a3Jict8.$667,0G 


$767,06 


680  '*   rt3C 

Brass  castings  are  35  cts.  jkt  lb.  in 
markets. 

Brass     castitigs,     Bab- 
bitt    lined 

One  set  packing  rings.       75  lbs 
Connecting  rml  boxes. .      100" 
Truck  and  t.-nder   axle 

.     boxes 100  " 

Other  boxes 100  " 


375  "  a  34 


rORGtN<^;      AND    BAR 


IRON. 

a  63.< 
"5 
"  6>^ 


Frame  in  forged  bars-  2200 
Truck  .md  tender  axles  1600 

Driving  axles 1300 

Forged   braces,    i)i8t<)n 

rodSiSlidesand  crank 

pins 800 

Connecti  nc  ro«ls 600 

Four  0  feet  tires 3200 

Driving     and     Trnek 

springs 900."  "12>^ 

Bar  Iron  not   included 

above 6600  "  "  f>^ 


$201,00 
the  Ea.stern 


BOILER     AND    TKNDCR    TANK. 

2800  lbs.  common  iron  in  shell  a  6     cts. 
2500  "  shaiMis,  extra  quality 

and  size "  6)<<  " 

2600  "  tank  iron "4)^       " 

3200  "  solid  brass  tubes....   "30      " 
(Cojiper  tubes  will  eos.t30  c(s.  in-r  pound.) 


Angle  iron  andiivits. 


ty  of  materials  in  the  west,  such  as  iron  and  cop- 

$168  00  per^  will  reduce  the  amount  of  stock  used  in  en- 

If  50  ^"*'*'  *"'^  insure  a  better  article  when  completed. 

112  60  ^®  would  not  be  afraid  tou.se  Lake  Superior  iron 

960  Oo  of  J4'  inch  thickness  in  the  furnaces  and  shells  of 

locomotive  boilers,  in   place  of  common  English 


50  W 


iron  of  ?8  inch  thickness,  and  consequently  of  half 

•  gj  jfj.3  ooi*** '""'^'^  "*"'^  ^^^'S''*'-     The  soundness  of  this  and 

I,  AiiOR  i^f  the  ISIissonri  iron  would  prevent  any  necessity 

Finishing  cylinders  and  steam  chests . .  . .  $125  00  for  using  copper  in  the  Curnaces  by  which  a  large 

Pistons,  packing  and  ro<ls 22  00-  ^n^Qunt  „,o„,(j  ^jg   ^^  ^^^^^  yearly.     It  might  also 


Connecting  rods 85  00' 

Driving  and  truck   wheels  and 


be  found  better  adapted  than  any  other  iron  for 

^xles 126  00,  '^'"^  manufacture  of  tires   and  might  therefore  be 

Frame  and  jaws  and  setting  up  I  successful  in  the  place  of  the  Lowmoor  or  Bow- 
same 175  00  ling  tire. 

The  annual  saving  in  fuel  would  be,  for  a  shop 
of  the  capacity  of  three  engines   per  month,  $2, 


Other  running  work 660  00 

Brass  w  ork  not  included  above    45  00 
Setting    up   engine 100  00 


Setting 

Making 

Making 


160  Uibes 35  00' 600,  less  at  Pittsburgh  and  other  towns  accessible 


Boiler 330  00 

lank 100  00 


to  coal,  than  in  Boston. 

It  will  be  an  object  with  western  manufacturers 


Setting  up  tender  and  making  frame 100  W  ,...■.• 

Other  wood  work GO  00  '«  "ecure  the  services  of  experienced  engmeers 


Fainting 00  00 

Forgings 275  09 


$2487  00 

MIHt'KI.I.ANP.OrS. 

Coppersmith  s  labor,  including  stock  for 
pipes  aud  sheet  iron  work  ;  stock  for 

lagging  boiler  and  making  sparker..  ..  350  00 

On«  5  inch  steam  whistle 18  00 

One  bell,   120  lbs.     a    34   cents 40  80 

480  Ib.stender  springs  o  12j.^  cents 60  00 

Making  water  hose . . . ; 8  00 

Lumber ..^.  40  00 

Tools  furnished 7r>^40  00 


HECAPITCLATION. 

Iron  Castings $767  06 

Brass    Castings 33160 

Forgings  and  bar  iron 1199  60 

Boiler  and  tender  tank 1453  (X) 

Labor 2487  00 


and  designers,  for  unless  they  succeed  in  produc- 
ing a  first  class,  acceptable  style  of  work  in  the 
beginning,  their  eflTorts  will  be  crushed,  and  rail- 
road companies  would  patronize  eastern  shops. 
We  dare  say  that  unless  they  build  ftelter  engines 
than  are  sent  to  many  their  roads  from  eastern 
shops,  they  will  fail  of  success.  They  must  take 
advantage  of  the  excellence  of  their  materials  and 
of  the  best  experience  they  can  procure  in  any 
market. 

The  whole  success  of  a  western  shop  will  depend 
upon  its  management.     The  busine.><s  of  building 
$556  80!'*^*^^™°''^^**  cannot  be  carricfl  on  with  any  success 
by  men  unacquainted  with  it. 

The  protective  tariff  which  the  western  builder 
will  enjoy,  is  the  cost  of  delivery  of  Eastern  built 
engines  on  Western  roads.  The  materials  neces- 
sary to  build  a  locomotive  could  be  shipped  in  a 


Miscellaneous 556  80  rough  state  at  a  cheaper  rate   than  the   finished 

$0794  86  engine.     The  delivery  of  engines  built  at  the  East 

Under  a  projKJr  organization  of  labor,  machines  '»'«o<l   "»"«*  continue   to  be,  very  much  embar- 

could  be  completed  in  Detroit,  Chicago,  St.  Louis, r^^^^^d  by  the  break  of  gauges  at  Buffalo,  Cleve- 

Pittsburgh  or   Cincinnati,   for  $0,800  each,  and ! J'^n^^  a°^^<>';^«'"^>"Wtant  shipping^ 

which  would  command  a  ready  sale  at  $8,500, 


cts.  127,50 
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leaving  a  net  profit  of  $1,500,  after  deducting  ex- 
peases  of  carrying  on  the  business  and  of  deliver- 
ing the  engine  to  the  purchaser. 

Thus  we  find  that  with  a  direct  first  outlay  of 
$50,000,  and  a  credit  of  from  $90,000  to  $100,000, 
the  total  vahie  of  the  machines  built  will  be  $306,- 
000,  produced  at  a  cost  of  .■fT^252,t)00,  leaving  a 
profit  of  $54,000. 

The  ditil'rence  in  the  price  of  eastern  machines 
does  not  .irise  so  much  from  diflerencos  in  the 
price  of  materials  and  labor,  ;is  from  the  different 
ways  of  building  engines.  The  Boston  style  of  en- 
gine has  generally  been  built  with  a  boiler  of  sim- 
ple and  cheap  construction,  cheaply  built  frames,  ^"<«;"6"Je  "r";""'  *"1  ^"TT' 1 X  )C^ 

,  ,    ^  ,  .    '  '  •       ^  '  i  Railroad  dockage  at  Buflalo, 10  00 

cheap  truck  frames,  and  in  some  cases  fVom  mate-  putting  Engine  and  tender  ou  ship, 20  00 


lakes,  and  also  by  the  very  necessity  of  lake  car- 
riage, as  locomotives  can  only  be  carried  on  the 
decks  of  vessels  at  great  risk  and  at  a  large  ex- 
pense for  handling.  The  cost  of  shipping  a  lo- 
comotive, of  $9000  value,  from  Boston  to  Detroit, 
when  made  over  a  disturbing  gauge  and  vessels 
on  Lake  Erie,  will  be  for  the  month  of  October,  as 
follows;  J  -.        '     ■'•■'■'■    *'• 

Railroad  truckage  of  Engine  from  Boston 

to  Buflalo,  630  miles  at  20  cts., $106  00 

llailroad  I'reight  of  Tender,  drivers  &c., 
say  15  tons  at  $10, 150  00 

Cartage  of  Engine  through  Troy 24  00 

Freight  of  trucks  and  ponies  from  Buffalo 
back  to  Boston, 26  00 

Changing  drivers  at  Buffalo, 6  00 


rials  imported  at  a  low  price.  The  Baltimore  en- 
gines which  are  sold  for  $9,600,  are  very  cheaply 
built,  and  command  ihcir  extraordinary  high  price 
only  by  the  protection  of  patent  monopolies  cov- 
ering many  parts  of  their  construction.  The  Pat- 
erson  engines  combine  the  most  thorough  con- 
struction and  ertective  juoportions  of  any^ngines 
of  onr  acquaintance,  and  it  is  ujjon  an  imitation 
of  their  successful  workmanshii)  and  material  that 
western  shops  will  be  able  to  compete  with  outside 
builders  in  the  western  market.     The  good  quali- 


Forwarders  commission, 26  00 

Lake  freight  to  Detroit, 136  00 

Insurance  $9000  at  2^  per  cent 225  00 

Two  weeeks  time  and  expenses  of  man  to 

go  with  engine, 42  M 

Use  of  trucks  and  ponies,  (fitted  at  an  ex- 
pense of  $260  per  sett),  10  00 

'      "      •  I    ■     •  ■•    •  ^■••■-       $778  00 

With  an  engine  built  for  a  gauge  corresponding 
with  the  Western  and  the  New  York  Central  roads, 
the  cost  of  delivery  would   be,  in  the  spring  or 


(yjiUfll.V'W^.n^^ '  "-?^7i^    ' 
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fall,  full  S6'J(.i.  Under  no  ciixumstauces,  nor  at 
»Dy  time,  coukl  it  be  less  than  S400.  Any  engine 
shipped  to  St.  Louis  would  be  for  a  5  ft.  6  inch 
track,  which  is  the  f^auge  west  of  the  Mississippi, 
and  would  require  truckage  over  cither  or  all  of 
the  4  ft.  8>^  inch,  the  4  ft.  10  inch  or  the  G  feet 
gauges  intervening,  and  could  not  be  delivered 
for  less  than  $1200,  or  15  per  cent,  or)  its  whole 
valae. 

Let  western  manufacturers  consider  these  facts. 
They  can  compete  successfully  with  eastern  ma- 
nufacturers in  the  quality  and  cheapness  of 
materials.  They  possess  the  requisites  of  cheap 
land,  cheap  food  and  cheap  fuel,  and  can  deliver 
their  engines  directly  from   their  shops  into  the 

tracks  of  their  roads,  an  advantage   not  pot83Ssed       In  order' to  charge  a  common  carrier  for  goods 
by  the  Boston  or  the  Pati-rson  builders,  who  pay  i  delivered  to  him  for  tarriagi-,  it  is   < if  course  ne 
from  50  to  100  dollars  for  trucking  each   machine  i  cessary  thatther*'  >>iiuukl  he  evidence  of  ilue  de 


JourualorKnilioacl  Liaw. 

INSLRANCK    ON      liOOD.S      DKMVERED    I'OR    CABRIAOK. 

Common  carriers  being  liable  for  goo<ls  »vhich 
they  have  undertaken  to  carry  have  such  an  in 
terest  therein  that  they  can  procure  policies  for 
insurance  upon  them,  in  their  own  names.  And 
this  insurance  interest  of  the  carriers  will  con- 
tinue notwithstanding  the  goods  are  transported 
by  the  carriers  in  vessels  balongiiig  to  other  per- 
sons, chartered  by  them  for  this  purpose.  In 
such  a  case  the  charterers  of  the  vessel  and  not 
the  owners  are  the  proper  parties  to  insure  the 
cargo  as  common  carriers. 

BY  LEAVING 


DELIVERY  or  GOOD.S  FOR  CARRIAGE 
THEM  O.V  DOCKS  &C. 

In  Older' to  charge  a  common  carrier  for 


ger  to  know,  does  not  raise  a  legal  presumption 
that  the  party  at  tl>e  time  of  receiving  the  ticket 
and  before  the  traih  leaves  the  station,  bad  know- 
ledge of  the  limitations  which  the  carrier  had  at- 
tached to  the  tran^ortation  of  baggage. 

It  may  be  added  that  in  the  Camittn  and  Ambity 
Railroad  vs.  Baiddalt  it  was  held  that  a  notice  in 
English  to  a  German  ignorant  of  ouc  language  w» 
held  of  no  effect  4  ! /form  67. 

Also  in  Butter  r^  Heam  2  Campb^  415,  where 
the  limitation  was  brintcd  in  small  tyi)e,  the  will 
generally  being  in  larger  type,  the  notice  was  held 
invalid. 

In  some  Englishj  c;\ses  limitation*  on  /Ac  face 
'if  tickets  have  be<  u  held  to  be  sufficient.  Austin 
vs.  M.  S.  Kaiiwar  Co.,  (11  Engljsh  Laws  and 
English  R.  606.  Shaw  v.«.  Yofk  and  Noith 
Midland  Railway  Company,  16  Railway  cases  87.) 


in  the  streets  before  it  reaches  any  railroad  track 
These  advantages  in  comparison  with  eaijtern 
shops  may  be  stated  as  follows.  A  Massachusetts 
shop  tuTi.ed  out  niiu  teen  locomotives  in  a  certain 
period,  during  which  the  con.sumption  of  coal  at 
the  shop  reached  $1900  in  value  which  sum  in 
Pittsburgh  could  not  have  exc  ecded  $250.  Every 
engine  had  %  inch  iron,  worked  into  the  boilers, 
which  had  it  been  of  best  iron,  partly  3^  and 
partly  6-lG  inch  thick  would  have  saved  1300  lbs 
of  iron  on  each  boiler,  or  over  twelve  tons  of  use- 
less weight  on  the  whole  number  of  engines.  Copper 
tube  sheets  costing  S1425,  or  $1175  more  than 
iron  ones  would  cost,  were  put  in  from  the  want 
of  confidence  in  the  thick  iron  used.  Of  these 
machines  twelve  were  trucked  to  neighboring 
depots  OT  docks  at  an  expense  ofSSO  each,  and 
seven  were  trucked  to  a  greater  distance  at  $100 
each,  or  $1300  in  all  for  truchage.  Here,  without 
regarding  the  loss  from  using  poor,  cheap  and 
thick  iron,  we  have  the  sum  of  $4125,  or  $217 
per  engine,  clearly  in  favor  of  the  western  shop. 

The  labor  upon  eastern  built  locomotives,  in- 
cluding forge  and  foundry  work,  doe.s  not  exceed 
$3000  per  engine,  and  to  secure  the  best  and 
most  experienced  hands  the  western  builders  can 
draw  upon  a  sum  of  from  $400  to  $1200,  other- 
wise charged  to  the  delivcrj-  of  eastern  engines. 
It  would  be  greatly  for  the  interest  of  Missouri 
and  of  her  railroads,  and  in  the  same  manner  of 
Michigan,  if  some  of  their  great  railroad  compan 
ies  would  become  silent  partners  to  the  extent  of 
$50,000  e»ch  iu  large  shops  of  this  character,  to 
be  "located  on  their  lines.  The  capital  and 
patronage  of  a  Inrge  railroad  company  would 
bring  labor,  wealth  .and  independence  to  any  com- 
munity among  whom  it  was  thus  bestowed,  and 
would  revert  to  their  own  benefit,  in  the  benefits 
arising  from  the  manufacture  of  engines,  the  sav- 
ing on  their  own  contracts,  and  the  trade  it  would 
create  over  their  own  lines. 


livery  of  the  gootls.  But  if  a  carrier  agree  that 
goods  may  be  deposited  f^r  o.irriage  in  a  particular 
place,  and  }\ith  any  special  notice  thereof,  sucli 
deposit  withoutnotico  will  be  a  .sutUcient  delivery. 
And  such  an  agreement  may  well  be  inferred  if,  it 
has  been  the  constant  practice  and  u^age  of  par- 
ties to  deposit  ijoods,  intended  to  be  ear.ied,  upon 
the  private  dock  of  the  carrier, — without  any 
other  notice  than  the  marks  afllxed  to  the  goods. 

Merriam  vs.  Hartlord  and  New  Haven  Railroad 
Co.,  20  Con.  354. 

WHAT    IS    IN    A   LEGAL  SENSE    AN    ACT    OK    HOD  1 

If  it  be  necessary  for  a  common  carrier  to 
avail  himself  of  transportation  by  water,  and  his 
boat  be  stranded  upon  a  recently  formed  bar  of 
whose  existence  he  was  before  wholly  ignorant. — 
he  is  liable  for  all  damages.  Such  an  incident  is 
not  what  Law  regards  as  an  act  of  God, — which 
will  exonerate  the  carrier  from  liability.  An  act 
of  God  is  some  direct  aiKl  violent  operation  of 
physical  causes,  like  a  tornado,  an  earthquake,  a 
flash  of  lightning,  for.  example.  6  Grattan 
189. 


Belleville  aitd  Illlnolstown  Railroad. 

The  Belleville  Advocate  says,  "we  are  much 
pleased  to  learn  that  the  two  locomotives  designed 
for  our  road  are  built  and  shipped  at  Paterson 
N.  J.,  for  Illinoistown  by  the  builders.  The  iron 
is  expected  daily.  This  is  quite  encouraging. — 
Meanwhile  the  work  is  steadily  ailvancinj^  to  ma- 
turity. The  unwholesomeness  of  the  American 
Bottom  has  been  a  drawback  on  the  work,  and  an 
expense  to  the  county.  We  are  glad  to  see  the 
road  proceeding  as  well  as  it  does.     ;""  .    "  -^ .; 


LIMITING    A     CARRIER  S  LIABILITY     BY     MEANS     OF     A 
NOTICE    AFFIXED    TO   TICKETS. 

In  the  case  of  Brown  vs.  the  Eastern  Railroad 
Compan]!,  decided  in  the  Massachusetts  Supreme 
Court,  last  spring,  Dewey  J.  observed. 

The  doctrine  is  gradually  being  incorporated 
into  the  jurisprudence  of  the  times,  that  limita- 
tions of  the  liabilities  of  common  carriers,  for 
securing  due  notice  to  the  traveller,  or  the  parties 
forwhom  goods  are  to  be  transported,  are  to  beheld 
operative  and  binding  upon  the  parties.  It  is  so 
in  England.  Also  in  some  of  the  States  of  this 
Union.  Bingham  vs.  Rogers  0  Watts  &  Sag.  495; 
Laingvs.  Calder  8  Barr  484.  Swindler  vs.  Hil- 
lard,  2  Richardson  S'  C.  286. 

Without  (juestioning:  the  right  of  common  car- 
riers to  make  rcasonabk  limitations  as  to  the  ex- 
tent of  their  liabilities  for  luggage  or  merchant 
dize  to  be   transmitted   by  them,  and  conceding 


I  '  Kncxville  Railroad. 

The    Survey    o'    the    line  of   this  road  from 
Knoxvilleto  Danville  has  just  ^e^n   completed. 
Mr.  Barker,  the  pi  incipal  assistant  Oigineer  under 
Col.    Pritchard,  vith  his  whole  eoriw,  reached 
this   place  on    Monday  last.     Thc;  result  of  the 
survey  shows  that  the  country  is  t;lijjible  for  » 
railroad    and   no   serious   obstacles  in    the   way. 
The  line  surveyed  passes  through  the  counties  of 
Knox,  Anderson  f  nd  Chapman  in  Tennessee,'  and 
Whitley,    Laurel,     Pulaski,   Rocktastle,   Lincoln 
and  Boyle,  in  this  state.     We  are  ioformed  by  Mr. 
Barker  that  the  li  le  through  these  ^counties   mea- 
sure 162  miles,  but  by   connecting  and  running 
more  directly  from  the  point  in  Whitley,  that  six- 
teen miles  of  the  ilistance  are  saved,  and  the  en- 
tire line  reduced   «  146  miles.     Tlie  engineer  ex- 
!>res8es  the  conficent  opinion  that  a  perfectly  ac- 
curate survey  for  ocation  will  reduce  the  distance 
to  143  miles,  with  fair  grounil  to  construct  a  rail- 
road over,  iu  easy  grades.     The  maximum  grade 
on  the  line  run  in  rl  feet.     In  passing  the  Cumber- 
land mountain  at  Elk  G.ap,  the  grade  on  the  Ken- 
tuiky  side    is  50  feet,  and  on  the  south,  or   Ten- 
nessee side,  it  is  <  4  feet.     The  entire  line  is   re- 
presented as  a  ve  -y  favorable   one  as   to  grades, 
curves,    and   ma^rnitude   of  work.      The   cost  of 
construction,  it  is  confidently  belie^•ed  by  the  engin- 
eers, will  range  between  $20,000  and  $26,000  per 
mile.     So  much  of  the  line  being  side  cutting, 
right  of  way  grafted,  timl>er.   gravel,  for  ballast, 
and  other  niatciial  obtainable   without  charge, 
the  work  can  be  constructed  at  a  low   figure. — 
DanriUc  Tribvnt. 

The  company  I  as  been  organized.  An  efficient 
board  of  directois  has  been  elected,  who  have 
chosen  Cyrenius  Yall.  Esq.,  President. 

Alabama   and   fTennessee     RlTcr    Rallr«ad. 

We  are  gratifi<>fl  to  learn  that  the  energetic  offi- 
cers of  this  road,  are  shoving  things  along  rapidly. 
The  entire  sectioi  i  of  the  road  between  Montcvello 
and  the  Coosa  river,  is  now  under  contract  for 
the  grading,  and  the  work  is  being  shoved  on 
with  great  energj .  The  bridge  over  the  Coosa 
will  soon  be  comileted.  Thc  grading  beyond  the 
river  has  been  completed  for  some  time  past,  to 
within  the  ricinit  y  of  Jacksonville.  It  is  expect- 
ed that  contracts  for  laying  the  cross-ties  and 
\  iron  to  Talladega,  will  soon  beeflfected.  Thus  we 
,     .  .  ,         nf.  ,  J  «|See,    as  little    as   is  said  about  it,   that  this  great 

the  decisions  to  that  effect  to  be  sound,  we  are  of;  ^ork  is  progressi  ig  finely.  It  is  the  earnest  de- 
opiuion,  nevertheless,  that  they  furnish  no  ground  j  sire  of  all,  to  ha^e  the  road  in  operation  and  the 
for  denying  the  plaintiffs  right  to  maintain  this ;  iron  horse  snorti  ig  in  the  town  pf  Talladega,  by 
jjgjjQjj  the  next  4th  of  J  uly.     Amen,  say  we. 

In  the  fore-roiuff  case   it  was  accordinc^lv   held       '^^^-     P^i'l'PS.   ^i*  President   of  the  Company, 
m  tne  iore„oiug  case   ii  was  accoraiugly    htld   .^jj,j   (.^j    ^roost    the    Chief  Engineer,     deserve 

by  the  Supreme  Court  of  Massachusetts  that  notice  groat  credit  for  the  energy  and  determination 
that  a  Railroad  Corporation,  "  would  not  be  li-  they  have  evince  i  in  sending  the  miid  forward, 
able  for  the  luggage  of  passengers  beyond  a  cer-;  •'^^  soon  as  the  roid  crosses  the  Coosa  river,  the 

,  . „, ,„„„   ,^„      .41         ^,      ■     ,      -  business  of   the  road   will  necessarily   increase 

tarn  amount  unless  &c.  printed  on  the  6a.4-  of  j^^gely.  The  :.dditioDal  trade  and  business 
<Ac  passage  ticket,  and  detached  from  what  ordi-  brought  to  Solmii,  will   undoubtedly   be   largely 


narily  contains  all  that  is  material  to  the  passen- 


,  :..>i._a.j 


beyond  the  expe(  tations  now   made  by  many  of 
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our  business  men.— All  slioiiM  eiitertiu 
interest  for  llie  progre-s  ftn'1  early  coi 
the  road. — State  Sentinel. 
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American    Uailrond  Jo 
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Saturday,  Angnst  37,  185: 
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COTluKtonaiiil  Licxliifjtou  Raiiroail. 

This  work  is  making  rapid  and  very  sa  tisfactory 
progress.  The  road  is  now  opened  about  28  miles 
from  Covington,  and  rcs:nlar  freight  and  lasscnger 
trains  have  been  put  on  for  this  distance  By  the 
firet  of  September  the  road  will  be  compli  tod  some 
20  miles  further,  to  Falmouth  the  shin  town  of 
Pendleton  county.  At  this  point  the  ce  it^-r  of  a 
large  trade  will  be  reaelied.  The  gading  of 
the  road  to  thi.s  point  is  completed ,  and  is 
nearly  so  to  CynliiiaMa,  61  miles  from  Coving- 
ton. The  entire  work  of  grading  is  so  far  cimiplet- 
ed  that  the  whole  line  will  bo  in  rea<line  s  for  the 


Railway  Sliare  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  SIOO. 


NAME  OF  COMPANY. 


rails  as  fast  as  they   c«u    be  laid.     This 


done  at  the  rate  of  one  halfniik-  pcrday,a  xl  which 
will  be  continued,  with  good  weather,  till  the  road 
is  completed.  The  cost  of  the  work  tl  us  far  is 
within  the  last  estimates  of  the  conij)any 

New  Orleans  uikI  OpeluiiitRs  RnllJoad. 


is  being 


The  $l,2oO,WHi  of  the  bonds  ..f  the  New 


Orleans, 


Opelousaa  and  Great  Western  railroad  ompany, 
which  hjive  been  adveriisetl  for  sale  by  b  ds  to  be 
received  ui>  to  15th  September  next  ha  .e  been 
withdrawn  from  the  market.  The  agent*  of  the 
company  having  negoliate<l  3!'>W,'H)0  of  I  lie  bond 
sutjficient  for  their  present  wants,  with  Messrs. 
Winslow,  Lanier  and  Co. 

The  remainder  will  be  held  for  the  futuie  action 
of  the  comjiany. 

Stock  ao<I  Mnuey  Market. 

There  has  been  a  marked  improvement  in  the 
Stock  Market  since  our  last.  Erie  Kailr  >ad  has 
advanced  from  72,' 2  to  75.  Hudson  Riv;r  from 
68  to  70.  Reading  from  82|^  to  85.  Othe  -fancies 
not  embraced  in  our  last,  also  show  a  mat  ced  im- 
provement. The  Cumberland  coal  .stock  as  ad- 
van:;ed  4  p«  r  cent.  Nicaraugua  Transit,  n  arly  as 
much.  All  kinds  of  stocks  arc  boyant. 
is  steadily  becoming  more  abuiif'a  it  thoi 
Banks  continue  to  contract  their  loans.     T 


Money 
gh   the 
he  I  ew 
law  in  reference  to  Bank  exhibits,  will  undhubted- 


ly  exert  an  excellent  eti'ect  in  securing   a 
uniformity  in    their    discounts  and    in  c 
them  to  a  more  ligiiim.ite  business.     The 
ing statement  will  show   the   comuaratiee 
iton  of  the  Banks  for  the  last  two  weeks 

Aagt.  13.  Augt. '20.  Dijcrease. 

Loans ^^4 ,00.3,283      94,07 1 ,717 

Specie 10,05:].518       n,(>82,274  *  - 

Circulation...   1),451,')43        '.(,387,727 
Defposits 57,4")l,504      57,307,223 


greater 
nfinirg 
follow- 
condi- 


I  58,5(;o 
28,7o6 
61,210 

144,720 


Prop.  Spec.  15  cts.  9  miles     10  cents  0  n  iles. 


*  Increase. 

Money  is  yet  too  tight  to  allow  much  dlemand 
for  bonds.     Orders  that  have  to  come   out 
few  weeks  j>.ist  could  h.irdly   be   filled   fn 


for  a 
m  the 
diflBcnlty  of  selling  bills.  Exchange  is  no>l  at  a 
fraction  under  lOUi.  The  increasing  ease  in  the 
money  market  will  bring  up  the  rates  and  at  the 
same  time  n  nder  the  means  of  our  Bank<  rs  .-iv 
ailable.  We  se«!  no  rea-'O.i  why  money  diould 
not  become  abundant  in  Sept.  and  Octobe  with 
a  good  demand  for  KailroM<l  securities. 


Atlantic  and  St.  Lawrence.  ..Maine. 

Androscoggin  and  Kennebec  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cumlwrland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Conconl " 

Cheshire ,  . .  " 

Northern " 

Manchester  .and  Lawrence. ...  " 

Nashua  .and  Lowell " 

Portsmouth  .and  Concord " 

Sullivan " 

Connecticut  and  P;i.ssump.>*ic. .  .  Vt. 

Rutland 

V^ermont  Central " 

Vennont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  .and  Mauie " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  ..  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  \. 

Providence  and  Worv;ester. . .  " 

Canal Conn. 

Hartford  and  New  Haven " 

Hous.atonic " 

Hartford,  Prov.  .and  Fishkill. .  " 

New  London,  Wil.  .and  Palmer  " 

New  York  and  New  ILaven. .  .  " 

Naugatuck " 

New  London  and  New  Haven.  '• 

Norwich  and  Worcester " 

Buffalo  and  New  York  Citv. .  NY. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  .and  State  Line " 

Canandaigua  and  Nijtg.ara  V ..  '■ 

Can.and.aigua  .and  Elmira " 

Cayuga  and  Susquehann.a " 

Erie,  (New  York  and  Erie). . .  '■ 

Hudson  River " 

H.arlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  .and  Washington " 

Saratoga  and  Washington ....  " 

Troy  .and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.J. 

Morris  and  E-ssex " 

New  .Jersey " 

New  Jersey  Ct-ntr.al " 

Cumberland  V.alley Penn. 

Erie  and  North  E.ist " 

Harrisburgh  and  Lancaster. . .  " 

Philadelr>hia  and  Reading. ...  " 

Philad.,  Wilmington  and  Bait.  " 


e 
o 


150 
56 
72 
51 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 
120 
117 
47 
51 
24 
28 
83 
53 
69 
28 
52 
75 
42 
66 
20 
26 
46 
12 
77 
45 
155 
50 
40 
45 
62 
110 
60 
66 
61 
62 
55 
54 
91 
132 
69 
50 
47 
:{6 
461 
144 
1.30 
95 
504 
118 
35 
23 
25 
60 
41 
32 
39 
96 
65 
45| 
31 
63 
56 
20 
36 
95 
i  98 
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a 

p. 

o 


o 


o  s 

.  c 

o  " 
H 


He 

fe  o 


CO  e 

o 


V 
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1,5,38,100 

809,878 

870,(41 

1,355,500 

285,717 

1,649.278 

1,485,000 

2,078,025 

3,016,034 

717,543 

600,000 


2,973,700 
1,016,500; 
800,000 
123,884 
311.100 
022,200; 
none.  ; 
720.900i 


5,150,278 
2,004,458 
2,180,000 
1,459,384 
713.606 
2,640,217 
1,485,000 
3,002,094 


none. 


1,097,600 
2,486,000 
8,500,000 
1,500,000 
392,000 


550,000 
2,429,100 
3,500,000 

700,66o 


651,214 
1,400,000 

673,500 

1,745,516 

5,577,467 

12,000,000 

1,500.000 


1,8.30,000 
4,076,074 
3,16O,.300 
4,500,000 

421,295 
1,591,100 
2,860,000! 
1,050,000 
3,540,000 

500,000 

547,015 
1,964,070 

250,000| 
2,140,5.36, 
1,1.34,000' 
5,150,000: 


150,000 

390,000| 

426,0001 

171,800 

193,500 

600,000 

none. 

112,-306 

none. 

819,743 

282,300 

none.  | 

1,001,500 
171.210 

5,319,520 


1,457,60(^   300,000 


1,995,249 
4,092,927 
3,546,214 
4,845,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,023,073 

620,475 
1,245,927 
2,293,534 

307,136 
3,203,333 
1,321,946 
9,953,759 


1,731,498 


3,000.000 


658,861 
3,000,000 

926,000 

750,500 
2,121,110 

900,000 


472,000 


879.636 


800,000 
1,641,000 
440,000 
650,000 
701,000 
1,560,000 


2,500,000 

In  progres 

1,511,111 

4,978,487 


426,609 
687,000! 


1,380,610 

2,596,488 

2,550,600 

In  .progres 

872,0001  1,921,270 

In  progres 

582,400[  987,627 
400,000;  1,070,786 


254,743 
140,501 
1.33,3.38 
208,009 
23,940 
160,538 
305,805 
287,768 
328,782 


132.546 


495,397 


Leased  to 
Recently 


39  >— 

.S  w 

*J  cS 


OQ 


113,620 
80,053 


11,256 
79,659 

141,836 
65,266, 

163,076 


none  100 

none  I  36 

none  45 

6  llOO 

none  40 

none'  36 

8  108 

5   47 

5   57 

6>^  97 


61,613  8  109 


none  .... 

none  12 

none-  40 

200,539  none'  30 

14i 

ent.  101 


the  Vt.  C 
opened. 


.388,108 
669,001 
409,656 
768,819 

60,743 
229,004 
488,793 
229,445 
574,674 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1,839,873 


263,690 


600,408 
329,041 


130,881, 

338,216' 

227,434! 

331,296; 
30,056 
72,028 

241,017 
99,589 

232,787: 
48,960 
23,416 

101,5101 
24,399i 
18,648: 
66,900i 

683,194j 


none  •••• 
none! .... 

^>^|,^! 

7     11054 

6  i  87 

7  101 
1M  40 
h  55 
1%\  92 

8  '104 
6     I  99 

nonel  62 
none]  94 

O         '  •  •  •  • 

nonej  16  J 

4>^j  68i 
6>^l  99i 
...    67i 


139,614|  6     i.... 

1 10     j.... 

332,223  none|126 
168,902|none,.... 


69,629! inone 

114,410 .. 

806,7131   428,173!  7 


Recently  ;opened.    none 

267,561!    116,965;  4)^ 

Recently  lopened.   ;none 


104 


45 

52i 
85 


Recently  iopened. 


noncj  65 
....il30 

...  I .... 


76,760 
74,241 1 


39,360none; 
23,496:none 


9,612,995  24.003,865!31,.301,806|3,537,766;1,691,623 


3,740,616 

4,725,250! 

1.875,148| 

22,858,600; 

1,579.969 

.350,000 

174,0421 

610,000 

860,000 

899,800 

237,690 

4.30,936 

1,011,940 

1,500,000! 

1,022,420} 

2,197,840, 

986,106! 

1,184,5001 

600,000 

783.960 


040,.396ilO,527,654  l,063,659j 

'  6,102,935  681,4451 

2,446,391  205,068; 


977,463 

516,246 

2,111,824 

2,969,760 

201 ,600 

131,000 

26,000 

400,000 

940,000 

100,000 

700,000 

650,000 


128,000 

476,000 

1,. 500,000 

13,000 


688,051 


338,783jnone 
324,494;  5 
44,070  none 


480,1371  195,847;none! 
90,6161  43,609;  4 
Recentiv  opened,  none 

213,078   96,737i .... 
Recentlv  opened 


6,133,834 

607,803 

349,775 

774,496 
1,250,000 
1,832,946 

329,677 
1,043,357 
1,693,711 
4,327,4"'' 
1,220,325 
3,245,720 

2,379,880  260,899 
1,205,143  118,617 

760,000  Recently  lopened 
1,609,494  200,249^  106,932! 
6,6o6;332  10,427 ,'800  17,141,987  2,480,626:1,251,987! 
8,860,000  2,408,276j  6,818^9i  667,786'  383,601 


68 

"72'f 
09i 
67  J 
32) 

116 
28 
70 


173,646|    135,017inone 

Recently  opened.   | 

Recently  opened,   'none 

225,162'    116,706   8 
1,388,385|    478,413|l0 

149,941 

603,942 


30 
83 


(9,252 
310,259 
124,740 

76,890 


4 
10 

5 

% 
7 
6 


109 
160 

148 


|125 

"83' 
79i 


s 
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Railway  Share  List, 

Compiled  from  the  latest  returns— corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY. 


a 

a. 
o 

CD 


30 
47 

381  9,188,300 
38  1,660,000 
67  ' 


ll07 

'  60 

'  32 

N  .C.,101 

s.  cJiio 

"     il40 


65    

27  ' 

64  ' 

73   1,372,324 

22  !  685,000 
76  1,000,000 
62  1,328,722 
1,400,100 
3,000,000 
180,000 
1,338,878 


1,004,231 


242  '3,868,840 


191  '3,100,000 
4,000,000 
1,214,283 


Ky. 


1211 
1 101 

}71 

1  50 

i  55 

93 

33 

88 

60 

80 

125 

29* 
65 


586,887 


776,259 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

367,218 


Pennsylvania  Central Penn.260  9,768,155 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md, 

Washington  branch " 

Baltimore  and  Susquehanna . .  " 

Alexandria  and  Orange Va 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville *' 

Richmond  and  Petersburgh . .  " 

Rich.,  Fred,  and  Potomac  —  " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  01*o " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexington " 

Cleveland  and  Pittsburgh . . . 

Cleveland,  Painesv.  and  Ash..  " 

'Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  "' 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie. . .  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago " 

Chicago  and  Mississippi " 

Illinois  Central HI. 

Galena  and  Chicago " 

Michigan  Southern Mich.  315 

Michigan  Central "      282 

Pwiflc Mo.   .... 


Ohio.:  100 

"     I  71 


1,239,460 


40 
20 
86 
31 
37 
84 

m 

67 


135   3,027,000 
46 
61 
60 


1,694,000 

*8io'66o 


2,370,784 

930,000 
2,387,200 


1187 


1,760,700 


87 
54 
31 


552,000 
1,092,137 


131 
83 


62 
88 
40 
72 


1,650,000 
632,387 
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V 
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5,000,000 13,G00,0C»0  1,943,827    617,625 


9,827,123 


19,542,307  1,325,563 
1,660,0001    348,622! 

413,673i 

In  prog.     I j 

In  prog.     I 


200,000 


503,006 
800,000 
446,036 

1,500,000 
120,000 

1,134,698 


300,000 
8,000,000 


306,187 

1,214 

168,000 


160,000 
'400,666 


541,000 

850,000 

1,100,000 


1,371,000 
*  408,266 


906,000 
550,666 


o 
•9 


c 

3) 

2 


615,384 
216,237 
162,536 


In  prog.  I 
1,100,000 
1,531,238; 

In  prog,  j 

In  prog. 

In  prog. 

416,532 
2,965,574 


122,861 
254,370 


74,113none 
11 3,256  i  7 


176,486, 

'  89,776' 
610,038j 


74,902none 

'none 

12 

153,898!  6 


In  prog. 

7,002,3961,000,717;  609,711  i  7 
In  prog.  I 

3,378,132 


1,596,283 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


946,5081 
934,4241 
296,5841 


608,625'  8 
456,468j  1^ 
153,697'  9 


129,396;      71,635;  8 


173,542 


In  prog. 
In  prog. 
In  prog.     ( 
584,902: 


87,421 


76,079)  8 


44,250 


In  prog. 
2,963,756: 


3,665,000^ 
2,000,000 


194,429i    123,306|  6 
777,7931 '483,464 112' 


2,600,000    821,793;    200,967j 

In  prog.     ' ! 

926,000  Recently  ;o}>ened.   ! 
In  prog,     j ' i 


1,000,000 
1,767,000 


2,450,000 


800,000 
119,600 


760,000 
'663' 166 


92 


In  prog. 
2,634,167 
1,865,000 
4,110,148 

In  prog. 


626,746: 

1 

540,5181 


314,070    10 

lis^ioij!!!! 


In  prog. 


Recently  opened. 


1,317,140  Recently  opened. 
1,257,7141   237,506    136,363 
Ih  prog 1 


15 


Recently  opened. 


In  prog.     ;....  ....!....  ....}.,.. 

Recently  opened.    ' 

2,400,000,  616,414;  268,076!  10 
In  prog I 

1,353,019    105,944       71,446'  4 
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98 


62) 


..i 


105 


125 
122 
169* 


96i 


1321 

98! 


116 
721 
80 

76: 


llHt 
'95' 
*97' 


150 


103 
75, 
781 
85 
70 

108 


1,932;361      600,000; In  prog.     ;    473,548     286,162 
2,499.410!  2,629,000  6,430,246    592,187     293,046 


4,000,000  4,067,396 


8,614,193' 8 


136' 
124. 
128 
108i 


0  9*i 


V^-w  Safety  Brain. 

We  have  heretDfore  expressed  our  opinion  that 
iinder  the  i>res<nt  aspect  of  railjray  t^a^•elling, 
nothing  like  sec  irity  can  be  exj^ted,  and  that 
until  a  public  fee  ling  is  aroused  #hich  shall  force 
railroad  owners  iind  railroad  directors  into  provid- 
ing double  tracks,  signals  and  telegraphs,  we  must 
urge  the  l)est  j  reventive  against  the  rcsuHs  of 
collisions.  If  trains  are  to  l>e  rth  towards  each 
other,  upon  a  siii^^le  track,  until  tbey  arc  about  to 
meet,  the  mean?  should  be  had  fDr  stopping  them 
instantly,  as  we  believe  the  passengers  would  suf- 
fer less  in  the  slock  from  the  raoiiientuni  of  their 
own  bodies  than  trom  themonien|uni  of  the  trains. 

It  is  in  this  visw  that  safety  brakes,  safety  buf- 
fers and  similar  preventives  are  desirable,  and 
should  be  patronized  by  as  bigli  authorities  as 
railroad  superii  tendenis,  car  builders,  repairers, 
and  inspectors.  More  eflectuail  means,  those 
which  will  remove  the  sourer  of  accidents,  can 
only  be  adopted  by  those  higher  in  authority. 

We  are  led  to  these  observations  by  an  examina- 
tion of  a  model  of  an  invention,  the  property  of  J. 
G.  Gilbert,  216  *earl  street,  in  this  city,  which  we 
believe  will  be  found  to  afford  security  from  the 
results  of  collisions,  runotls,  etc. 

Its  ready  application  to  the  common  form  of 
passenger  cars,  its  simplicity  and  cheapness,  toge- 
ther with  the  confidence  which  its  owners  possess 
in  regard  to  its  cflSciency  and  success,  induce  us 
to  recommend  ii  to  superintendents  and  car  build- 
ers as  being  wejl  worthy  of  a  fair  and  conclusive 
trial.  It  involvfes  a  principle  which  has  been  but 
seldom  applied  for  arresting  the  motion  of  trains, 
and  which  but  iue  trial  would  demonstrate  to  be 
valuable  or  otherwise. 


MUslsaip^i  a»d  lIUs«url  Railroad. 

We  learn  fron  1  the  correspondence  of  the  Daven- 
port Bee,  that  \  r.  Farnham  Chief  Engineer  on  the 
Mississippi  and  Missouri  Railroad  has  made  a 
contract  with  responsible  parties  to  build  the 
first  division  of  this  road  from  Davenport,  to 
Iowa  City.  Th«  entire  amount  of  stock  required 
w;is  not  raised  01  the  route  but  substantial  parties 
in  Daveniwrt  hi  ve  pledged  it  rather  than  have  the 
work  delayed.  This  great  wjrk  is  fairly  under 
way.  Every  th  ngis  now  in  such  shape  that  the 
parties  who  hav<:  built  more  railroads  within  the 
last  two  years  1  ban  any  other  company  of  men 
can  say  that  it  .« tiall  go  through  immediately.  In 
tme  yt///- the  iroi  I  horse  irili   run  to  Iowa  City. 


Cake.  I  - 

Vfv  liave  l)e»r|  .shown,  says  the  Chicago  Journal, 
a. specimen  of  Coke,  manufacturt;d  from  Illinois 
coal,  by  Mr.  Janes  Watson,  at  Morris,  which,  to 
all  appearances,  and  as  far  as  its  qualities  have 
been  tested,  is  erjual  to  any  in  u*;  in  the  country, 
— either  the  product  of  the  mines  and  labor  of 
this  country,  or  the  imported  article. 

yir.  Watson  i<  an  experienced  gentleman  in  the 
b«.siness  of  con^  erting  coal  into  coke,  as  the  sam- 
ples he  furnishe  <  will  bear  ample  testimony,  and 
we  trust  that  sufficient enrouragtiment  will  b« giv- 
en him  upon  a  I  air  trial,  to  introduce  the  material 
extensively,  as  an  article  of  fuel  for  general  use  in 
the  "Prairie Laid." 

Illinois,  as  it  s  well  known,  is  bne  vast  bitunu- 
nuus  coal  bed,  ind  although  th^  raw  material  is 
of  excellent  qua  ity,  it  only  needs  a  little  rectifying 
to  bring  it  still  nore  generally  into  use— particu- 
larly in  furnace  i,  and  as  food  for  the  Iron  Horse 
as  the  animal  <larts  across  our  prairies. 
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St.  lioaia  and  Iron  Aloiintaln  Railroad. 

The  Board  of  Directors  of  this  compan;  recent- 
ly appointed  a  committee  to  solicit  a  sub  icription 
from  the  city  of  St.  Louis,  which,  if  obt  lined  to 
the  extent  of  live  thousand  shares,  will,  it  is  ex- 
pected, put  the  road  under  contract,  an  i  insure 
its  completion  at  an  early  day. 

The  claims  of  this  road  upon  the  suppoi  t  of  the 
people  of  St.  Louis  have  been  ably  stated  in  a  me- 
morial from  the  soliciting  committee  to  the  city 
coxmcil.  It  will  bring  St.  Louis  in  connection  with 
the  rich  mineral  regions  of  Washington,  £  t.  Fran- 
cis and  Madison  counties,  each  of  which  I  oasts  of 
deposits  of  iron  unrivalled  for  richness  am  extent. 
The  quality  of  the  Missouri  iron  ore  is  probably 
unequalled  except  by  the  Lake  Superior  i  ron  ore, 
while  the  two  are  the  best  known  for  puri  Ly,  fine- 
ness, and  for  the  cohesion  and  ductility  of  their 
manufactured  products.  For  rails,  boi  ers  and 
8team  engines,  and  for  all  the  useful  applies  iions  of 
iron,  and  for  conversion  into  steel,  these  c  res  pos- 
sess singular  merits.  Of  the  extent  of  1  \\c  Iron 
Mountain  and  neighboring  deposits  we  m;  y  judge 
ft-om  the  estimate  of  some  of  the  engineer  i  charg- 
ed with  the  surveys  of  the  Iron  Mountain  lailroad, 
by  which  it  appears  that  there  is  sutficien ,  ore  in 
the  Iron  Mountain,  above  the  level  of  its  1  ase.  for 
the  manufacture  of  one  hundred  and  five  nillions 
of  tons  of  iron,  while  the  Pilot  Knob,  Sh«phard's 
Mountain,  and  the  adjacent  banks  will  p  robably 
ftimish  a  greater  quantity.  This  shows  j  supply 
of  iron  sufficient  for  the  wants  of  the  entire  world 
for  centuries,  and  lying  within  a  space  c  f  seven 
miles,  and  within  eighty  miles  of  St.  Louit .  Fuel 
for  the  prosecution  of  the  iron  manufactur  i  at  St. 
Louis  will  soon  be  supplied  in  abundance  by  the 
railroads  communicating  with  the  Illinol  Bluffs, 
and  in  a  short  time  cannel  coal  from  th ;  Osage 
will  be  supplied  by  the  Pacific  railroad. 

The  demand  lor  rails  for  railroad  cons  ruction 
in  the  western  States  would  employ  a  larj  e  num- 
ber of  rolling  mills  tor  many  years .  In  3  [issouri 
alone  1000  miles  of  road  are  now  building  and 
*  proposed  for  construction,  which  will  requi  re  100,- 
000  tons  cf  rails. 

St.  Louis,  in  short,  has  the  demand  and  he  sup- 
ply for  the  manufacture  of  railroad  and  ot  icr  de- 
scriptions of  iron.  The  capital  necessarj  for  its 
prosecution  may  be  readily  furnished  by  mutual 
subscription;  fuel,  labor,  food  and  the  other  re- 
quisites are  ready  at  hand  for  application,  and  we 
have  no  doubt  that  in  a  short  time  the  1  usiness 
will  be  successfully  prosecuted  in  St.  Loui  s  uuder 
an  efficient  organization,  to  such  an  extt  nt  that 
that  city  shall  become  a  powerful  competii  or  with 
Pittsburgh  and  Cincinnati,  both  in  local  and  in 
distant  markets.  , 

Manufactures  of  machinery  will  also  coi  imence 
in  St.  Louis,  for  the  equipment  of  roads,  i  he  per- 
manent structures  of  which  shall  also  be  fi  rnished 
from  the  products  of  Missouri  materials  aid  Mis- 
souri labor.  Manufactures  of  machinery  should 
follow  the  inanuf ictiire  of  the  material,  ai  id  from 
the  greater  value  imparted  by  labor  to  the  i  lachine 
than  to  the  ore,  to  the  engine  than  to  the  lail,  will 
more  powerfully  contribute  to  enrich  tl  e  place 
where  they  are  prosecuted.  The  employ  ment  of 
a  high  grade  of  mechanical  labor  enlar  res  the 
area  of  trade,  increases  the  demand  foi  works 
of  utility  and  of  taste,  promotes  instructi<'n,  and 
more  directly  advances  the  social  positioi  i  of  the 


seat  of  its  operations.  The  prosecution  oi  exten- 
sive manufactr.res  of  engines  and  cars  at  St.  Louis 
will  of  itscll'afrord  direct  support  to  a  community 
of  five  tliou.-saiid  souls ;  and  \vhen  it  is  recollected 
that  the  construction  of  engines  rciinires  the  best 
qualities  of  materials,  and  that  the  cost  of  carry- 
ing enjrincs  from  Boston  to  St.  Louis  is  one  thou- 
sand dollars  each,  we  can  easily  distinguish  the 
great  advantages  possessed  by  the  last  named  city 
for  their  manufacture. 

We  are  sure  that  if  the  people  of  St.  Louis  in- 
tend to  benefit  their  city, — to  make  it  a  great 
source  of  supply, — and  to  thereby  reap  the  value 
of  the  consequent  attraction  of  capital,  skill,  trade 
and  uitelligence,  they  will  devote  themselves  to 
the  development  of  the  great  resources  of  their 
State,  and  by  no  better  means  can  they  start  in 
this  purpose  than  by  placing  themselves  in  direct 
connection,  by  the  St.  Louis  and  Iron  Mountain 
Railroad,  with  the  richest  and  most  extensive  de- 
posits of  the  great  useful  mineral  of  the  world. — 
We  believe  tlLit  the  production  and  conversion  of 
iron,  and  its  exportation  to  the  markets  depend- 
ent upon  external  supply,  will  soon  form  a  staple 
element  in  the  business  of  St.  Louis. 


McMT  way  o/CbeckIng  Railroad  Baggage. 

We  learn  that  the  following  method  of  checking 
baggage,  has  recently  been  adopted  with  great 
satisfaction  on  two  or  three  of  the  English  rail- 
ways: 

When  a  train,  say  a  down  train,  arrives  at  any 
particular  station,  a  porter  attends  with  a  book. 
It  contains  tickets  of  stifl'  card  board  bound  in  the 
book.  Each  ticket  is  about  three  inches  long  and 
one  inch  wide.  It  is  partly  cut.  So  that  two  sep- 
arate parts  of  it  can  be  easily  torn  off.  The  tick- 
ets are  numbered  differently,  but  each  of  the  three 
parts  of  a  ticket  has  the  same  number.  The  outer 
part  of  the  ticket  has  a  loop  of  tape  gummed  to  it. 
Suppose  a  person  arri^.at  a  station  and  is  not 
going  on  by  a  train  for  an  hour  or  two,  or  a  day, 
and  is  desirous  of  leaving  a  carpet  bag  or  a  trunk 
at  the  station.  He  pays  one  penny,  and  in  a  mo- 
ment the  taped  portion  of  a  platform  ticket  is 
fastened  to  the  handle  of  the  carpet  bag.  This 
portion  bears  as  has  been  already  stated,  a  printed 
number  also;  the  words  "deposited  at  Winches- 
ter," or  whatever  the  station  might  be,  and  like- 
wise the  words  "for  down  train.''  Another  portion 
of  th  ticket,  with  the  same  number  as  the  last  is 
torn  ofl,  and  given  to  the  owner  of  the  carpet  bag, 
to  be  presented  at  the  station  when  the  article  is 
wanted.  The  words  "for  down  train"  are  omitted  on 
this  portion.  The  portion  of  tlie  ticket  that  is  left 
in  the  book  corresponds  with  that  given  to  the 
passenger,  and  is  a  check  on  the  money  taker.  The 
company  then  become  responsible  tor  the  safety  of 
the  property.  Luggage  is  divided  into  three  class- 
es—that tor  down  train,  up  train  and  to  be  left 
till  called  for,  and  should  be  sorted  into  three  dif- 
ferent compartments  at  the  station. — For  each  di- 
vision there  is  a  separate  book  of  tickets.  If  a 
person  were  to  find  or  steal  a  ticket,  and  apply  for 
property,  he  would  be  instantly  detected,  because 
he  would  first  have  to  say  whether  the  luggage 
was  for  up  or  down  train,  or  to  be  left  till  called 
for  which  he  could  not  do  unless  he  owned  it. — 
There  is  no  necessity  for  any  address  to  be  on  the 
luggage.  One  penny  per  package  per  diem  is 
charged  for  a  platform  ticket. 


Great  IVestern    Railway. 

The  International  Journal  gives  an  account  of 
the  workshops  of  this  company  at  Hamilton,  and 
says  the  machine  shops  are  erected,  and  depots 
and  ware  houses  are  beine  built,  of  a  size  calcu- 
lated to  astonish  even  those  who  had  made  the 
largest  calculations  as  to  Western  progress.  Be- 
sides the  extensive  builr'ings  already  up,  there  is 
now  a  machine  shop  and  engine  house  in  course 
of  erection  145  by  1.56  feet,  which  will  hold  twelve 
locomotives  besides  the  machinery  necessary  for 
repairing.  Another  building  450  by  84  feet  is  also 
going  up. 

The  workshops  are  leased  by  Messrs.  Brainard, 
Williams,  Fisher  &  Co. 

This  is  not  only  the  largest  workshop  of  the 
kind,  but  perhaps,  the  most  extensive  manufac- 
turing establishment  of  any  description  in  Western 
Canada.  We  cannot  state  precisely  the  number 
of  hands  employed,  but  some  idea  of  the  extent  of 
the  work  may  be  arrived  at,  when  we  say  that  the 
daily  consumption  of  iron  is  e<iual  to  three  tons 
wrought,  and  about  four  tons  of  casting,  and  that 
the  entire  expenditure  for  materials  and  wages 
amounts  to  one  thovf,and  dollars  a  day.  The  num- 
ber of  men  employed  however,  would  convey  but 
a  very  imperfect  idea  of  the  quantity  of  work  pro- 
duced, as  the  workshop  exhibits  the  most  efficient 
specimens  of  labor  saving  machines  that  we  have 
ever  witnessed.  In  fact  the  whole  railroad  car, 
ready  for  the  painter  and  upholsterer,  is  entirely 
finished  by  machinery. 

The  whole  machinery  of  the  e'stablishment,  in- 
cluding forge-blasta,  trip-hammers,^rilling  and 
cutting  apparatus,  turning  lathes,  saws,  planes, 
etc.,  etc.,  is  moved  by  a  steam  engine  of  some  40 
horsepower.  1         -       r        ,      *, 

The  number  of  cars  of  the  varion*  kinds  which 
have  already  been  put  together,  is  about  two  hun- 
dred ;  and  of  these  only  18  are  passenger  cars. 
These  are  each  fifty  feet  in  length,  by  about  ten 
feet  wide,  and  seven  and  a  half  feet  high  inside — 
and  will  be  seated  so  as  to  accommodate  76  pas- 
sengers comfortably.  The  inside  is  veneered  with 
mahogany ;  and  thedrapery,  cushioning, trimmings 
etc.,  are  as  gorgeous  as  could  well  be  imagined; 
and  from  present  appearances  we  may  exi>ect  that 
the  accommodation  on  the  Great  Western  will  be 
at  least  ecjual  to  any  railroad  accommodation  in 
America.  The  workshops  are  the  property  of  the 
railroad  company,  and  arc  extensive  and  substan- 
tial stone  buildings  of  superior  workmanship,  cov- 
ered with  slate,  and  must  have  been  put  up  at  a 
cost  of  several  thousands  of  pounds.  They  are 
leased  to  Messrs.  Brainard,  Williams,  Fisher  & 
Co.,  we  believe  only  for  the  period  necessary  to 
complete  their  present  contract  of  500  cars.  The 
whole  work,  in  all  its  branches  is  under  the  man- 
agement of  Mr.  Foster,  a  gentleman  who  has  had 
many  years  experience  in  conducting  such  works; 
and  who  from  the  order  and  regularity  visible  in 
the  establishment,  and  the  tasteful  and  substan- 
tial quality  of  the  workmanship  is,  evidently,  mas- 
ter of  his  profession. 

A  straight  wharf  or  quay,  extending  fully  half 
a  mile  e.istward  from  the  car  factory  and  running 
parallel  with  the  railroad,  has  been  constructed 
in  the  bay,  in  an  average  of  fourteen  feet  of  wa- 
ter ;  and  will  afford  every  advantage  of  harborage 
and  shipping  to  an  extent  not  likely  to  be  required 
by  the  present  generation.    In  rcai'  of  this  breast 
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work  many  acres  of  wat«r  are  being  filled  up  and 
converted  into  terra  fit  ma,  upon  which  depots, 
store-houses,  etc.,  are  to  be  erected  immediately; 
eo  that,  in  a  few  months,  a  large  space  of  what  was 
Burlington  Bay,  will  have  become  the  arenaofbu- 
sy,  bustling  mercantile  and  commercial  life. 

Conilnctor's  'Watches. 

The  most  of  the  recent  severe  railroad  accidents 
have  disclosed  the  fact  that  icatckes  are  relied  up- 
on as  primary  means  of  safety.  We  know  that 
a  knowledge  of  time  is  especially  convenient  to  the 
travelling  public,  and  to  railroad  managers,  inas- 
much as  it  is  the  means  of  a  mutual  under- 
standing between  the  carrier  and  the  carried,  by 
which  the  movements  of  the  one  can  be  ascer- 
tained, within  reasonable  limits,  by  the  other.  As 
standards  for  promptness  on  the  i)art  of  both  the 
trains  and|the  passengers  watches  are  convenient 
merely,  but  they  should  not  in  any  respect  be  es- 
sential to  safety.  A  train  .should  set  out  only  up- 
on a  road  protected  at  every  point,  and  should  be 
as  carefully  signalled  throughout  its  progress  as  if 
it  were  to  be  expected  that  draw-bridges,  land 
slips,  extra  trains,  cattle  and  other  obstacles  were 
awaiting  the  train  upon  every  mile  of  the  line. 
The  impropriety,  and  really  the  criminal  negli- 
gence, of  entrusting  a  train  of  passengers  to  the 
necessarily  imperfect  structure  and  operations  of 
A  watch,  is  evident.  It  is  only  by  an  assurance 
that  the  track  is  clear,  and  not  by  a  confidence,  too 
often  fatally  misplaced,  that  railroad  travelling 
may  be  made  safe.  Accidents  from  improper 
management  are  far  more  frequent  than  those 
from  defect^e  machinery,  while  the  management 
of  a  road  may  be  easier  perfected  than  the  mate- 
rials used  in  its  structure,  and  in  that  of  its  equip- 
meats.  The  qualities  of  a  bar  of  iron  or  a  wheel 
are  bidden,  and  can  be  developed  only  by  experi- 
ment: the  progi-ess  of  a  train  may  be  protected 
by  an  exercise  of  caution  based  upon  exact  and 
simple  rules. 

The  idea  that  the  correctness  of  a  watch  ia  es- 
sential to  safety,  should  be  abandoned.    Its  liabil- 
ity to  derangement,   resulting  in  irregularity  or 
.  stoppage,  makes  it  the  most  treacherous  means  of 
protection  relied  upon. 

Consumption  of  AVood  and  'Water  In 
Li00omotlves> 

C.  C.  Dennis,  Esq.,  Superintendent  of  the  Buf- 
falo and  State  Line  railroad,  has  furnished  us  with 
the  following  results  of  experiments  made  upon  an 
engine  running  upon  that  road. 

The  "  Equinox"  left  State  Line  with  the  Night 
Expre-ss  at  2  A.  M.,  July  14th,  1853,  with  a  train 
of  three  eight-wheel  cars. 

At  the  time  of  starting,  1660  gallons  of  water 
were  in  the  tender,  and  two  gauges  of  water  in  the 
boiler ;  180  feet  of  wood  were  upon  the  tender, 
and  the  lire  box  was  partly  filled.  The  trip  of  69 
miles  was  made  in  3  hours,  without  taking  wood 
or  water.  On  reaching  Buffalo,  508  gallons  of 
■  water  and  82  feet  of  wood  remained  in  the  tender, 
showing  a  consumption  by  evaporation  and  leak- 
age of  1152  gallons  of  water,  equal  to  16  6-7  gal- 
■,  Ions  per  mile;  and  98  feet  of  wood,  equal  lo  1 

•  42-100  cubic  feet  per  mile. 

The  "  Equinox"  was  built  by  Rogers,  Ketchum 

•  &.  Qrosvenor,  of  Paterson,  N,  J.,  and  hfis  14>.s  in. 
cylinder,  22  inch  stroke,  and  6  feet  drivers.    The 

"boiler  conUins  148  If  in.  tubes,  II  feet  long.     The 
.'  pressure  of  steam  during  the  above  named  trip  did 


notesceed  70  lbs.  This  engine  has  an  independent 
graduated  variable  cut-off,  which  cuts  off  the 
steam,  generally,  in  running  over  the  Bufi'alo  and 
State  Line  road,  at  eight  inches  of  a  stroke  of  22 
inches.  The  Buffalo  and  State  Line  railroad  has 
grades  of  36  feet  per  mile.  j 

Ralroad  meetings  In  Arkansas. 

We  learn  from  the  Little  Rock  True  Democrat 
that  large  meetings  of  the  citizens  of  several  coun- 
ties have  been  held,  to  arouse  an  interest  in  the 
construction  of  the  Cairo  and  Fulton  Railroad. 

A  mass  meeting  of  the  citizens  of  Rockport, 
July,  27th.  Robert  Stribling,  Jr.,  in  the  cbair, 
and  D.  A.  Parker,  Secretary,  resolved  that  Hot 
Spring  County  ought  to  subscribe  its  share  of  the 
improvement  fund  in  aid  of  the  construction  of 
the  Cairo  and  Fulton  road,  and  directed  that  their 
iliternal  improvement  commissioner  should  sub- 
mit the  same  to  their  next  County  Court.  It  was 
deemed  important  also  that  the  Governor  should 
convene  an  extra  session  of  the  Legislature  to 
dispose  of  the  Cairo  and  Fulton   grant  of  Lands, 

A  meeting  at  Dover  on  the  25th  of  July,  W.  A. 
Barker  in  the  chair,  and  Robert  Cunningham 
Secretary  expressed,  themselves  in  favor  of  the 
construction  of  the  same  road,  and  resolved  that 
second  in  interest  to  the  people  of  Arkansas  is  the 
construction  of  a  branch,  tapping  the  main  road 
near  Little  Rock,  and  running  on  the  north  side 
of  Arkansas  river  to  Fort  Smith.  The  internal 
improvement  commissioner  was  also  requested  to 
petition  the  County  Court  for  permission  to  sub- 
scril^B  S20,000  in  the  Stock  of  Cairo  and  Fulton 
road  conditioned  upon  its  application  to  the  oon- 
struction  of  the  Little  Rock  and  Fort  Smith 
branch. 

A  meeting  of  the  citizens  of  Dallas  County,  at 
Princeton,  July  26th,  Dr.  Wm.  F.  Smith,  Chair- 
man, and  Joseph  Gray,  Esq.  Secretary,  also  de- 
clared their  full  confidence  in  the  success  of  the 
great  road  and  promised  their  private  subscrip- 
tions to  their  full  ability,  and  requested  the  County 
Court  to  direct  the  disposal  of  the  entire  internal 
improvement  fund  of  Dallas  County  in  the  Cairo 
and  Fulton  Railroad  and  its  branches.  An  extra, 
session  of  the  Legislature  was  also  strongly  re- 
commended. 

York  and  Cnmberlaud  Railroad. 

A  corresiwndent  of  the  Portland  Argus  says  : — 
"We  are  happy  to  notice,  :i3  we  do  from  the  aiuin- 
al  report  of  the  President,  Col.  C.  Q.  Clapp,  that 
this  railroad,  after  sufffering  many  rcM-rses  from 
1849  to  1851,  is  now  about  to  become  as  goinl  pay- 
ing stock  as  any  railroad  of  itn  cost  in  Maine  ;  and 
we  think  that  the  citizens  of  Cumberland  and  York 
Counties  will  find  it  for  their  aflvantage,  no  less 
than  the  advantage  of  business  men  in  both  coun- 
ties, to  subscribe  to  its  stock  and  encourage  its 
completion.  For  five  months,  the  road  has  been 
extended  and  travelled  to  Saco  river,  and  now 
has  abundance  of  freight  from  that  section. 

The  cost  of  construction  thus  far  has  not  ex- 
ceeded the  estimates,  and  we  look  forward  to  its 
completion  at  an  early  day  with  pride  and  pleas- 
ure. It  is  gratifying  to  learn,  that  out  of  upwards 
of  6000  shares  originally  issued  at  fifty  dollars  per 
share,  only  300  or  thereabouts  were  sold  by  the 
company  under  its  charter  for  delinquency  of  sub- 
scribers. These  delinquencies  occurred  before 
the  road  had  acquired  the  character  for  perman- 
ency «od  success  that  it  uow  has.    No  stock,  we 
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are  informed,  \  rill  be  sold  hereafter  for  non-pay- 
ment of  assessi  tients,  as  no  subscriber  now  mani- 
fests any  relujtancein  paying  his  assessments 
promptly,  seeing  that  the  road  is  now  in  a  pros- 
perous conditi<D,  under  the  direction  of  its  active, 
straightforwan .  and  vigilant  President. 

At  present.  Ihe  York  &  Cumberland,  and  Ken- 
nebec depots  j  ire  each  erected  on  land  made  from 
the  flats  at  Ba;k  Cove,  imder  the  orders  of  Col. 
Clapp;  and  sonc  S8,000  or  S9,000  is  to  be  also 
appropriated  t>  filling  up  the  flats,  and  making 
additional  lan<  to  accommodate  the  increasing  bu- 
siness of  this  r  )ad."  J 

A  Gigmntic  Steamer. 

Some  time  siucc  we  published  a  statement  that 
an  English  coi  npany  were  building  a  steamer  of 
10,000  tons,  at  Gla-sgow,  intended  to  ply  lietween 
England  and  the  United  SUt<;s.  The  "State  of 
Maine'  new8|iiper  gives  the  following  as  her  di- 
mensions :  '     , 

'  Feet. 

Length : 678 

Breadth | 80 

Out  to  out  of^'  rheel  houses. 120 

Depth  of  hold  from  combings  of  main  deck . .  60 
Power  of  engii  les 6000 

Her  deck  pi  esents  an  area  of  over  \}^  acres  of 
surface. 

This  ship  is  being  built  by  Scott  Russell,  Esq., 
the  greatest  naval  architect  of  England,  and  is 
constructed  ii^  separate  compartments,  made  wa- 
ter tight,  so  tiat  in  case  of  her  bow  or  her  stem 
breaking  off,  she  would  still  be  able  to  float  in 
separate  pieces. 

It  is  also  stiited  that  Messrs.  Peto  and  Betts, 
two  of  the  coiltractors  for  the  European  and  North 
American  railway,  are  members  of  the  "Eastern 
Steam  Navigition  Company,'  who  are  building 
this  steamer,  (ind  that  she  will  probably  connect 
with  the  great  railroad  route  at  Halifax. 

The  above  namefl  also  has  the  following  specu- 
lations : 

"All  experience  has  tended  to  show  that  speed 
and  steadiuess  have  been  attained  in  proportion 
to  the  increase  of  tlie  size  of  a  ship.  The  better 
opinion  now  is  that  30  feet  is  the  extreme  depth 
of  the  highest  ocean  wave,  and  that  a  vessel  draw- 
ing 32  feet  of  water,  of  a  length  of  600  feel  or  ov- 
er, can  ride  the  waves  without  being  removed 
from  a  level.  We  have  this  opinion  enforced  up- 
on'our  attention  by  several  of  the  captains  in  the 
C  una  id  and  the  Collins  lines. 


Grand  Trnnk  RaU  way  or  Canada 

A  gentleman  connected  with  Hirapulks  Rail- 
way  Journal  has  received  a  letter  from  Mr. 
Roney,  the  manager  of  the  above  railway,  so  well 
known  and  esteemed  in  the  United  Kingdom  in 
connection  with  the  English  apd  Irish  railways, 
and  the  Irish  Exhibition.  Speaking  of  America,  be 
says  : — 

■'  I  am  greatly  i)k'ased  and  Astonished  with  this 
county  and  her  resonrces.  We  have  no  idea  of 
their  magnitude  in  England.  Ever>-  man,  from 
the  highest  to  the  lowest,  is  prosperous.  Nooe 
more  sotlan  my  own  humble  countrymen  (Mr. 
Rom-y  is  Irish  ;)  and  seeing  what  I  do,  my  aston- 
ishment now  is,  not  that  so  tuXuy  have  emigrated 
fVono  Ireland,  but  that  the  whole  of  \i»  peasant 
population  had  not  quitted  its- shores  forever. 

"  Our  Grand  Trunk  Railway  and  the  branches 
that  will  flow  into  it,  are  going  to  have  a  wonder- 
ful eflect  in  developing  the  powers  of  the  country. 
The  first  section  of  the  line  opens  through  from 
Portland  to  Montreal,  a  distance  of  292  miles,  on 
the  18tl^ instant'  (July). 
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'BalancliiK   LioeomotlT*  Driirari . 

,  FROM  D.  K.  Clark's  railway  uachinrIit 

[Continnad  from  paga  539.] 

Id  the  goods  engine  of  the  Galedonikn 
with  cylinders  17X24  inches,  And   6  fou 
half  feet  coupled  wheels,  with  the  hind  wheels 
hind  the  fire  box,  and  arranged  otherwise 
rosne  and   Gail's  engine,  the  disturbing 
are  even  greater  than  in  this,  and  amount 
of  the  engines  to  103^  cwt.  for  each 
These  engines   are  already  partially   balaijced 
counterweights  amounting  to  5}4  cwt. 
side  of  the  engine,   and  equivalent  to  ab^ut 
cwt.  at  the  crank  pin ;  but  they  are  very 
laterally,  and  it  would  be  difficult  to  plao  i 
in  complete  equilibrium. 

Inside  Cylinder  Single  Engines. — Let  AB,^g. 
Fig.  lb. 
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15,  be  the  cylinders,  C  D,  the  wheels,  and  B  F,  the 
center  line  of  the  axle ;  if  w  be  the  dis  urbing 
weight  for  one  cylinder,  B,  referred  to  the  crank 
pin,  it  must  be  opposed  by  two  weights,  w'  w",  in 
the  Wheels  D  C,  as  shown  in  fig  16,  on  th^  same 
Fig.  16. 
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side  of  the  axle,  and  tO£:ether  equal  to  the  weight 
tp.  Then  tp=ir'-f-«"";  and  making  H  and  k  the 
distances  apart  of  the  cylinders  and  the  wh^ls,  as 

before,  we  have 

>^(A— H)w'^.^(A-rH)ir" 

whence,  reasoning  as  before, 

A-fH                       A— H 
jf'= w,  and?f"= w 


2k 


2h 


sum  of 
divid- 
the  off 
differ- 
width 


that  is,  as  before,  the  near  weight  w',  is  e<  ual  to 
the  disturbing  weight  w;  multiplied  by  the 
the  widths  of  the  cylinders  and  wheels,  and 
ed  by  twice  the  width  of  the  wheels ;  and 
weight  w",  is  equal  to  w  multiplied  by  the 
ence  of  the  widths,  and  divided  by  twice  th( 
of  wheels. 

Also,  as  before,  the  balance-weights,  iC 
the  near  and  off  wheels,  are  to  each  other 
sum  and  the  difference  of  widths  of  the  cy 
and  the  wheels. 

Finding,  in  the  same  way,  the  balance  v  eights 
for  the  other  cylinder,  we  have  in  each  whe  bI  two 
weights  equal  to  w'  and  ;r"  of  which  the  jreater 
is  opposed  to  the  near  criuik,  and  the  leqa  is 


Inside  Cylinders. — Diagram  to  find  the  counter- 
tceight  in  the  wheel. 
Here  o  d,o  c,  represent  the  elementiry  weights 
for  the  right  hand  crank ;  and  the  diagonal  o  e, 
the  magnitude  and  direction  of  the  resulting  coun- 
terweight diverging  from  the  oft' crank. 

For  example,  let  the  total  weight  of  the  disturb- 
ing masses  referred  to  the  crank  pin,  be  assumed 
at  540  lbs.,  the  same  as  in  the  outside  cylinder 
single  engine  already  analyzed  ;  the  weights  at 
each  wheel  are  407  lbs.  and  133  lbs.,  and  their  re- 
sultant is  428  Ib.s.  at  an  angle  of  18)^  with  the  cen- 
ter line  of  the  near  crank. 

The  equivalent  counterweight  may  be  found  ar- 
ithmetically by  extracting  the  square  root  of  the 
sum  of  the  squares  of  the  elementary  ones  ;  thus 
the  square  root  of  the  sum  of  the  squares  of  407-j- 
133=428  lbs.  Its  direction  also  is  found  by  set- 
ting off  the  line  oe,  at  the  inclination  indicated  by 
the  ratio  of  the  two  weights:  thus  407 -i- 133 =3; 
and  the  counterweight  is  placed  in  a  direction  di- 
verging from  the  center  line  of  the  near  crank,  at 
the  rate  of  1  in  3.  * 

To  show  the  relative  positions  of  the  counter- 
weights in  one  view,  let  a,  b,  fig  18  be  the  right 

J-^g.     18. 
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right  angles  to  it,  and  opposed  to  the  off  craQk,  or 
just  the  reverse  of  the  position  for  outside  cylin- 
ders, as  in  fig.  17,  showing  the  weights  for  the 
right  hand  wheel. 

Pig.  17. 


Inside    Cylinders. — Relalire  positions  of  CowUer- 

ireights  in  wheels. 
and  left  hand  cranks,  inside  elevation,  respectively 
in  horizontal  and  vertical  positions  ;  then  the  coun- 
terweight a'  for  the  right  hand  wheel  lies  in  the 
direction  c  «,  at  18)^°  from  the  center  line  c  a,  di- 
verging from  the  crank  b  ;  and  the  counterweight 
1'  for  the  left  hand  wheel  lies  in  the  line  c  b,  184° 
from  the  center  line  c  b.  Thus  the  two  counter- 
weights, on  the  opposite  sides  of  the  engine,  in-line 
towards  eaeh  other  when  seen  in  side  elevatton, 
and  their  directions  c  a,  c  *,  form  an  angle  of  63^ 
or  less  ihan  a  right  angle  by  as  much  as  twice  184° 
or  37°. 

The  angle  of  divergence  of  the  counterweight 
from  the  centre  line  of  the  crank,  as  found  in  the 
foregoing  ex»mi)les,  is  shown  to  be  much  greater, 
nearly  three  times,  for  inside  cylinders  than  for 
outsides:  obviously  on  account  of  the  more  near- 
ly equal  action  of  the  reciprocating  weights  of 
each  cylinder  upon  the  wheels,  in  the  former  case, 
and  though  inside  cylinder  engines  are  more  sta- 
ble laterally  than  outsides,  it  is  still  of  imj>ortance 
to  apply  countenveights,  both  to  remove  the  fore 
and  aft  motions,  and  to  reduce  the  internal  wear 
of  the  mechanism. 

Inside  Cylinder  Goods- Locomotives  with  coupled 
wheels. — Inside  cylinder  engines  with  coupled 
wheels,  have  always  been  remarkable  for  dleadi- 
ness,  as  the  cranks  and  coupling  rods  outside,  bal- 
ance approximately  the  pistons  and  connecting 
rods.  The  dimensions  and  relative  positions  of 
the  inside  and  outside  pieces,  ought  to  be  so  com- 
bined as  to  balance  correctly.  As  already  pointed 
out  for  inside  cylinders,  the  true  direction  of  the 
counterweight  ftom  the  center  is  not  directly  op- 
posed to  that  of  the  crank,  but  at  a  considerable 
angle  with  its  center  line,  dependent  upon  the  re 
lative  widths  apart  of  the  wheels  and  cylinders,  .and 
such  that  in  side  elevation  the  two  counterweights 
incline  together;  the  outside  cranks  should  then 
be  set  at  the  necessary  angle  to  form  a  correct  bal- 
ance, and  there  is  every  freedom   for  doing  so, 


whether  the  crank  be  formed  within  the  wheel,  or 
separately,  as  the  ^heel  or  the  crank  may  be  set 
in  any  position  on  the  axle. 

When  the  outside  cranks  are  longer  than  the  in- 
sides,  the  weight  of  the  coupling  rods,  as  well  as 
of  the  cranks  must  be  referred  to  the  inside  crank 
pin,  to  find  their  equivalent  balancing  weight. 

When  the  bearings  .ire  inside,  the  coupling  rods 
lie  close  to  the  wheels,  and  may  be  supposed  to 
move  in  the  same  plane  with  them.  With  outside 
bearings  the  overhung  cranks  and  rods  arc  so 
much  wider  than  the  wheels,  that  their  extra  le- 
verage must  be  allowed  for ;  and  their  equivalent 
weight  at  the  wheels  is  found  by  multiplying  their 
whole  weight,  for  one  side,  referred  to  the  inside 
crank  pin,  by  the  width  apart  of  the  outside  rods, 
and  dividing  by  the  width  apart  of  the  wheels. 

When  only  four  wheels  are  coupled,  the  balance 
requires  to  be  helped  with  a  little  extra  counter- 
weight in  the  wheels;  it  may  also  be  raised  by 
making  the  outside  cranks  longer.  When  G  wheels 
are  coupled,  there  is  an  excess  of  balance,  wliich 
may  be  neutralized  by  a  back  counterweight  to 
each  wheel. 

In  the  four  coupled  wheel  engines  made  by 
Gouin  for  the  Orleans  railway,  the  total  moving 
weight  on  each  inside  crank  is  6^7  lbs. ,  the  wbee's 
are  four  feet  seven  inches  apart  centres,  and  the 
cylinders  2  feet  six  inches  apart.  The  moving 
weight  to  be  balanced  is  found  in  the  way  already 
described,  to  be  divided  into  441  lbs.,  and  150  lbs. 
for  each  wheel  on  the  driving  axle,  the  resultant 
of  which  is  467  lbs.  requiring  to  be  balanced  at  an 
angle  of  19)^°  with  the  center  line  of  the  inside 
crank.  To  make  a  perfect  b<ilance  it  thus  appears 
that  the  outside  cranks,  which  arc  equal  in  length 
to  the  inside  ones,  should  be  keyed  at  an  angle  of 
20°  with  the  direction  of  the  inside  cranks,  and 
that  the  weight  of  the  outside  cianks  referred  to 
the  crank  pin  and  the  coupling  rod  should  be  467 
lbs.,  supposing,  as  we  may,  that  tbCy  act  in  the 
plane  of  the  wheel.  In  reality  their  slump  weight 
is  but  353  lbs.  or  114  lbs.,  short,  and  it  is  exactly 
opposed  to  the  inside  cranks  ;  nevertheless,  as  the 
disturbing  action  is  so  materially  reduced,  these 
engines  run  with  remarkable  steadiness  even  at  45 
miles  per  hour,  with  five  feet  wheels. 

Crampion's  Locomotives. — These  engines  are  dis- 
tinguished by  the  great  length  of  their  wheel  base, 
which  has  in  some  examples  been  made  IC  feet 
long,  and  in  the  Liverpool  eighteen  feet : 
also  by  the  position  of  the  driving  axle  behind 
the  firebox,  and  by  the  great  diameter  of  driving 
wheel,  7  to  8  feet.  They  are  peculiarly  steady  at 
all  speeds, — a  result  which  is  due  jointly  to  their 
weight,  the  great  distance  apart  of  the  axles — the 
leading  aud  driving — which  carry  the  greatest  part 
of  the  weight,  and  by  the  reduced  working  veloci- 
ty of  the  me  chanism  at  given  speeds  on   the  rail. 

In  Crampion's  engines  the  whole  of  the  working 
gear  is  placed  close  under  the  eye  of  the  driver. 
The  center  of  gravity  of  the  machine,  also  is  placed 
very  low ;  and  this  is  a  condition  on  which  great 
stress  has  been  laid,  and  to  which  much  of  the 
stability  of  the  engine  is  attributed.  The  height 
of  the  center  of  gravity  we  regard  as  practically  a 
matter  of  indifference,  for  we  have  found  high 
pitched  engines,  in  point  of  stability,  a  match  for 
any  that  have  come  under  our  notice.  The  posi- 
tion of  the  driving  wheels  in  the  rear  is,  we  be- 
lieve the  only  tangible  cause  of  the  superior  sta- 
bility of  those  engines,  as  the  unbalanced  action 
of  the  reciprocating  weights,  operating  at  the  ex- 
tremity of  the  machine,  is  completely  controlled 
by  the  mass  in  front  of  the  axle.  This  is,  however 
in  our  view,  a  very  questionable  mode  of  doing 
what  can  be  done  as  directly,  and  certainly  more 
rationally,  by  the  method  of  counterweights;  for 
the  great  length  of  the  wheel  base,  well  loaded  at 
each  end,  a<jts  severely  on  the  permanent  way,  in 
the  passage  along  curve?.  Everything  that  has 
been  gained  by  this  over  ordinary  engines  in  point 
of  stability,  can  be  met  by  means  of  placing  them 
in  balance  ;  and  it  should  not  be  forgotten  that 
every  engine,  Crampton's  included,  should  be  fit- 
ted with  counterweights,  not  merely  because  ex- 
ternal stability  is  desirable,  but  also  because  the 
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internal  forces  which  tend  to  wear  down  any  en- 
gine at  work,  should  be  as  completely  neutralized 
as  possible.  We  are  not  sure  but  that  had  the 
"long  boiler"  engine  been  fitted  with  suitable 
counterweights,  it  would  have  remained  in  favor 
until  this  day,  for  it  had  much  to  recommend  it, 
in  the  moderated  wheel  base  for  the  easy  passage 
of  curves,  and  in  the  facilities  for  extending  the 
heatiug  surface,  and  increasing  its  evaporating  va- 
lue per  foot  of  area,  even  with  the  same  size  of 
firebox. 

Of  the  Dislribulion  and  Calculation  of  Covnter- 
toeights. — Counterweights,  like  the  other  revolving 
masses  in  the  engine,  are  referred  to  the  crank- 
pin,  to  find  their  equivalent  balancing  weight.  As 
they  are  necessarily  irregular  in  form,  the  follow- 
ing methods  of  finding  the  center  of  gravity  are 
given : — 

To  find  the  Center  of  Gravity  of  a  Counterweight 
in  one   Segment. — Let  a  b,   fig  19,   be  the   center 

Pig.  19. 


Driving  Whed  and  Covnler weight  in  on*  Segment. 
line  through  the  crank,  of  the  driving  wheel  to  be 
balanced  and  abed  the  space  to  be  filled,  between 
two  spokes  opposed  to  the  crank,  and  reaching 
from  the  nave  to  the  rim.  This  space,  done  to  a 
larger  scale,  fig.  20,  is  bisected  by  the  center  line 

Fig.  20.  .    .      , 


Mode  of  finding  the  Center  of  Gravity  by  Templet. 
dropped  from  the  same  point  of  suspension  in  front 
of  the  templet,  will  intersect  the  center  line  at  the 
center  of  gravity,  c.  Reverting  to  fig  19,  and  set- 
ting off"  the  center  of  gravity  of  the  space  a  c,  thus 
found,  it  stands  at  22  inches  from  the  cent^rof  the 
wheel. 

2rf.  In  Three  Segments,  fig.  22— Find   the  cen- 
ng.2%. 


Driving  Wheel  and  CourUervseights  in  three  Seg- 
ments. 
tre  of  gravity  c  of  one  of  the  counterweights,  as  »- 
bove,  through  c  strike  an  arc  from  the  center  of 
the  wheel,  and  crossing  the  center  lines  of  the  oth- 
er segments  at  their  centres  c',  c",  as  shown  more 
distinctly  in  fig  23 ;  draw  c'  c"  meeting  a  b  at  d, 
and  set  00*0  e  one  third  of  the  interval  d  c.  Then 
E  is  the  common  center  of  gravity  of  the  three  seg- 
ments, and  is  20.82,  or  20  13-16  inches  from  the 
centre  of  the  wheel. 

Sd.  In  tiro  Segments,  fig.  24. — This  is  required 
when  the  crank  is  opposed  to  a  spoke  as  in  the 
figure.  Find  the  center  of  gravity  c,  of  one  seg- 
ment a3  before,  and  by  an  arc  find  the  other  cen- 
ter c' ;  draw  c  c'  cutting  a  b  at  d,  the  common 
center  of  gravity. 

To  be  continned. 


Diagram  iofind  Center  of  Gravity  of  Counter- 
weight. 

A  B.  Draw  a  c,  and  bisect  it  at  e ;  draw  d  e  and  e  b, 
and  set  off  on  these  lines  one  third  of  their  lengths 
respectively,  c/  and  e  g ;  and  ^Tvnfg.  The  point 
of  intersection,  c,  of  this  line  with  the  center  1  ne 
A  B,  is  the  center  of  gravity  of  the  surface.  So 
much  for  the  geometrical  process. 

The  center  of  gravity  may  be  found  also  by  cut- 
ting a  templet  of  uniform  thickness  to  the  form  of 
the  surface,  and  freely  suspending  it  by  one  of 
the  comers,  a,  as  in  fig.  21 ;  a  plummet  line  p, 

Fig,2\.       . 


Saloon  Cars. 

The  Albany  Evening  Journal  gives  a  description 
of  the  new  Saloon  Cars  making  in  Troy,  for  the 
Hudson  River  Railroad : — The  "Saloon  Car''  is  a 
most  magnificent  fixture — combining  sociability 
and  comfort  to  an  extent  never  before  approached 
in  railroad  arrangements.  The  body  of  the  car  is 
of  the  length  and  nearly  a  foot  wider  than  those 
in  ordinary  use.  It  has  a  hall  on  the  right  hand 
side,  about  three  feet  wide,  out  of  which  four  sa- 
loons open,  capable  of  seating  eight  persons  each, 
and  one  for  four  persons.  In  the  larger  saloons  is 
a  sofa,  five  chairs,  a  centre  table  and  a  magnifi- 
cent mirror.  The  paneling  is  beautifully  orna- 
mented with  landscape  and  other  paintings ;  the 
windows  and  blinds  are  especially  adapted  for 
ventilation  and  for  the  exclusion  of  dust  and  cin- 
ders ;  and  the  whole  is  splendidly  unique,  neat 
and  spacious.  It  is  just  what  was  needed  for  fami- 
ly and  other  parlies,  who,  in  their  journeyings  de- 
sire to  be  alone. 

This  "Saloon  Car"  will,  we  are  quite  sure  be  in 
great  requisition.  The  fare  will,  of  course,  be  more 
than  in  the  ordinary  cars,  because  it  contains  few- 
er seats.  But  those  who  can  appreciate  comfort, 
and  have  the  means  to  pay  for  it,  will  cheerftilly 
submit  to  the  additional  tax. 

Independent  of  its  novelty,  the  car  (from  the 
shop  of  Eaton  and  Gilbert,  Troy)  is  a  fine  piece  of 
mechanism.  Only  one  is  yet  finished ;  but  others 
are  in  progress,  so,  if  required  one  can  be  attached 
to  each  train.  And  when  they  are  so  attached, 
we  are  confident  they  will  be  always  filled.  At  all 
events,  Mr.  French,  the  superintendent  of  the  Hud- 
son River  road,  deserves  the  thanks  of  the  travel- 
liof  public  for  making  the  experiment. 


'KasU  ; 
Railroad  Depot  fob  the  Eastern  and  Lowell 
Roads. — In  the,courso  of  a  week  the  work  of  con- 
structing a  new  depot  for  the  Eastern  and  Lowell 
railroad  companies  will  be  oommenced.  The 
building  will  occupy  the  entire  8<iuarc  formed  by 
Canal,  Friend,  Market  and  Traverse  streets,  being 
therefore  very  near  the  Boston  and  Maine  depot. 
The  entire  length  will  l>e  322  feet,  the  width  146 
feet,  and  the  sides  for  a  distance  of  272  feet  will 
be  one  story  in  height.  The  front,  which,  by  the 
way,  is  on  Market  street,  is  to  W  three  stories  in 
height,  and  built  of  freestone  The  rear  part  of 
the  building  will  be  of  brick.  The  front  will  be 
46  feet  high,  and  the  rear  41  feet.  On  the  front  of 
the  building  will  be  nine  doors,- and  on  either  side, 
five  doors  and  nine  windows,  which  will  be  of  Ro- 
manesque style  of  architecture.  The  roof  will  be 
constructed  in  a  manner  to  admit  the  lighten  both 
sides,  the  entire  length  of  the  building.  It  will  be 
of  a  difierent  style  from  any  other  building  in  the 
city,  and  will  combine  strength,  durability  and 
beauty  of  architecture.  The  main  part  will  be 
completed  by  the  first  of  January  next,  but  it  is 
not  probable  that  the  building  will  be  finished 
throughout  until  May  or  June  next.  .. 

Morthw^cstcrn  rRaiIwo|r  CoBtpaay. 

We  learn  from  a  late  number  of  the  Galena,  111., 
Advertiser,  that  a  railway  company  under  this 
name  was  organized  in  that  city  lately  for  the  pur- 
pose of  building  a  road  Northwestward,  commenc- 
ing at  the  month  of  the  Tete  des  Morts,  on  the 
west  bank  of  the  Mississippi.  The  following  offi- 
cers were  chosen : 

Capt.  H.  H.  Gear,  of  Galena,,  President ;  Hon. 
Ansel  Brig's,  of  Iowa,  Vice  President ;  R.  8.  Mor- 
ris, Esq.,  of  Galena,  Treasurer;  JE.  R.  Hooper, 
Esq.,  of  Galena,  Solicitor ;  G.  M.  Mitchell,  Esq.  of 
Galena,  Secretary. 

Directors — Henry  Corwith,  W.  H.  Bradley,  E. 
B.  Hooper,  James  Carter,  S.  W.  McMaster,  H. 
Newhall,  Galena ;  Jona.  Higgins,  John  D.  Howard, 
Jos.  Durge,  J.  G.  Schaupp,  Iowa. 

ClcTeland  aa«  SI.  l>oalB  KaUroad. 

Two  parties  are  in  the  field  surveying  the  route 
of  this  road  ;  one  commencing  at  the  Indiana  State 
line  in  Mercer  county,  Ohio,  and  the  other  at  the 
head  of  Walworth  Run  on  the  Cleveland,  Colum- 
bus and  Cincinnati  railway.  The  party  fh>m 
Cleveland  have  progressed,  we  learn  as  far  as  Ely- 
ria,  and  have  kept  on  a  straight  line  entering  that 
town  a  few  hundred  feet  south  of  the  Court  House, 
The  survey  thus  far  is  .said  to  be  very  favorable, 
having  light  grades.  The  crossing  of  the  vallej 
of  Rocky  River  is  near  General  Mastics,  at  proba- 
bly the  most  favorable  point  between  its  mouth 
and  Berea.  Explorations  have  been  made  from 
the  Indiana  State  line  to  Lima,  in  Allen  county ; 
also  from  Elyria  to  Norwalk  and  the  reports  are 
favorable. — Cleveland  TVue  Democrat, 


Drawl! 

B.  Blandowski,  topographical  and  ommenta 
draughtsman  and  designer.  Maps  accurately 
drawn,  enlatged  or  reduced  from  notes  or  copies. 
Ornamental  designs  for  decorations  furniture, 
fences  and  omanidntal  foundry  work.  Architect- 
ural designs.  Drawings  from  nature  careAilly 
prepared. 

References.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  comer  of  Franklin  and 
Center  streets.  New  York.  Also  H.  V.  Poor,  and 
Zerah  Colbum,  Esqrs.,  Editors  Rulroad  Journal, 
New  York.  i 

Address,  care  of  Railroad  Journal,  9  Spruce 
street  New  York. 
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Alton  and  Chicago  Rallroadi 

Another  division  of  the  above  road,  u  timalely 
destined  to  connect  the  waters  of  the  M  ssissippi 
at  Alton,  with  those  olLai^e  Michi^'an  at  ^liicayo, 
by  almost  an  air  line,  has  been  oiwned  to  the  pub- 
lic. It  extends  from  Springfield  to  Lin(  oln  sta- 
tion, near  the  county  seat  of  Logan  cou  nty,  and 
about  midway  between  the  State  Capitol  and  the 
city  of  Blooniington.  The  country  throuj  h  which 
this  portion  of  the  road  passes,  is  ansurj  assed  in 
fertility  and  productiveness  by  any  in  t  le  state, 
and  being  thickly  settled,  with  an  enterpri  sing  and 
industrious  population,  this  extension  of  he  rojul 
will  doubtless  be  followed  by  an  inuned  ate  and 
very  perceptible  improvement  in  its  tnllic.  A 
region  of  country  is  now  being  penetrated  by  this 
road,  which  has  heretofore  becu  ahnost  entirely 
dependent  upon  the  fickle  tide  of  the  Illicuis  riv- 
er, as  a  means  of  securing  the  transport  ition  of 
its  surplus  produce  to  market.  Conseqn  sntly,  it 
has  been  almost  deprived  of  the  advant  ige  of  a 
market  during  a  good  i)ortion  of  every  y  ;ar.  ow- 
ing to  the  obstructions  of  that  strc.-im  by  ow  wa- 
ter, and  the  consequent  increase  in  the  cos  I  of  car- 
riage. 

Bellerille  and  Murphyaboro  Railroad. 

The  Belleville  and  Murphysboro  Railro:d  Com- 
pany was  organized  on  the  16th  inst.  at  th ;  city  of 
Belleville,  by  the  election  of  the  following  (flBcers : 
Col.  Lorenzo  P.  Sanger,  President ;  Caspc  r  Thiel, 
Secretary;  W.  W.  Roman,  Treasurer;  W.  I.  Sny 
der,  Solicitor ;  and  Jno.  A.  Logan  CommisRioncr 
for  procuring  the  right  of  way. 

This  Road  connects  Belleville  with  the  Central 
Illinois  Road,  and  through  the  Belleville  a  id  III! 
noistown  Road  brines  St.  Louis  also  into  tl  le  sami 
connection.  The  survey  of  routes  will  be  bntcred 
on  immediately,  and  the  work  of  construci  ion  will 
no  doubt  be  prosecuted  with  vigor. 

Canada. 

Completion  of  the  Richmond  Ritiheay. — Y  e  learn 
that  It  is  more  than  probable  the  Rlchmoc  1  Rail 
way  will  be  completed  before  the  winter  sets  in, 
and  Quebec  be  thus  in  rapid  commanicati  >n  with 
every  great  city  on  this  continent.  The  'oad  is 
made  and  the  rails  laid  in  many  different  places. 
Should  the  iron  for  the  bridges  and  the  r(  iquisite 
quantity  of  rails  arrive  in  time,  the  road  a  rill  un- 
doubtedly be  in  traveling  order  by  the  middle 
of  November. 


-.,.>.  Stanatead  Railroad. 

The  fViends  of  a  railroad  to  connect  Stabstead, 
Canada  East,  with  the  St.  Lawrence  Rail  oad  at 
Montreal,  and  also  with  the  Derby  line,  V  irmont, 
assembled  at  Stanstead  last  week,  Mr.  Tir  rell,  M. 
P.,  presiding,  and  were  addressed  by  Gov.  Fair 
banks  of  Vermont,  N.  B.  Baker  of  Concord,  N.  H. 
Mr.  Drummond,  Attorney-General  of  Low  sr  Can 
ada,  Engineer  Hayward  of  Boston,  Col.  Ya  e,  Geo. 
W.  Kittredge  of  Newmarket,  N.  H.,  Mess -s.  Ne.s- 
mlth.  of  Franklin,  N.  U.,  Papin  and  Os  «lle  of 
Montreal,  President  Qulncy  of  the  Concc  rd  and 
Montreal  road,  F.  B.  Fay  of  Chelsea,  May  )r  Low 
of  Conco.d,  N.  H.,  and  others.  It  was  (  ecided 
that  the  railroad  should  be  built  by  the  winter 
of  1864,  and  members  of  the  City  Council  <  >f  Mon- 
treal expressed  the  opinion  that  the  city  wo  ild  sub- 
scribe S200,000  towards  the  project.  The  i  aeeting 
adjourned  to  meet  again  when  the  road  is  com- 
pleted. 


Henderaon  and   NaaliTllle  Railroad. 

A  contract  has  been  concluded  with  the  compa- 
ny whicli  undertook  the  grading  &c.,  for  the  road, 
to  complete  this  whole  work,  including  the  pur- 
chase of  Iron,  laying  the  rails,  and  building  depots. 
The  contractors  furnish  everything  but  the  rolling 
stock,  and  have  agreed  to  finish  the  road  ready 
for  use,  for  one-third  in  money,  to  take  one-third 
of  the  stock  themselves,  and  to  take  the  remain- 
der in  bonds  of  the  company  at  par. 

Kennebec  and  Soineraet  Railroad. 

The  Rtiiinrr  says  tlie  contractors  have  com- 
menced work  upon  the  railroad  bridge  of  the  Ken- 
nebec and  Somerset  Railroad,  crossing  the  Ken- 
nebec river  at  Augusta.  It  is  to  be  built  upon 
four  piers,  176  feet  apart,  and  running  diagonally 
from  shore  to  ishore.  The  bridge  is  to  be  ready 
for  the  rails  before  winter. 


Terre  Haute  and  Alton  Railroad. 

Advices  from  Terre  Haute  give  the  most  grati- 
fying intelligence  of  the  rapid  progress  of  the  above 
work.  The  bridge  over  the  Wabash  river  is  be- 
ing pushed  to  completion  with  all  possible  dis- 
patch. Sixty  men  and  ten  horses,  sent  from  New 
York  by  Mr.  Mattoon  arrived  at  Terre  Haute  last 
week,  and  immediately  joined  those  employed 
In  grading  the  road  westward  towards  Paris.  A 
contract  has  just  been  closed  with  Mr.  Seward, 
the  energetic  contractor  at  Hillsboro,  for  the  grad- 
ing of  two  additional  sections,  and  he  has  now  a 
large  force  at  work  on  the  road.  A  number  of 
tracklayers  have  arrived. 

MUaonrl->Paelfle  Railroad. 

We  are  glad  to  leani  that  business  of  all  kinds 
is  dally  Increasing  on  the  Pacific  Railroad ,  live 
stock  of  (liflevent  kinds  is  being  brought  in,  and 
many  articles  of  marketing,  including,  to-day, 
several  barrels  of  fine  Franklin  county  peaches. — 
The  receipts,  we  imderstand,  average  about  $200 
per  day.  Lumber  Is  beginning  to  go  out,  for  Im- 
provements on  the  line  of  the  road — and  signs  of 
business  are  every  wliera  manifesting  themselves. 
67.  L(yui$  Nen-s. 


IJoeomotlve  Bulldlnf;. 

We  learn  from  the  Cleveland  Plalndealer  that 
the  Cuyahoga  Works,  at  Ohio  city,  near  Cleveland, 
Ohio,  have  now  sent  out  no  less  than  28  superior 
locomotives,  every  one  of  which  has  reflected  hon- 
or on  their  builders,  and  have  been  admired  by 
all  who  have  seen  them. 

The  "Indiana,"  a  new  engine,  started  recently 
from  Cleveland,  for  the  Bellefontaine  and  Indiana 
railroad,  where  she  is  to  run.  The  «ngine  was 
built  under  the  direction  of  Mr.  Rogers,  sup't.  and 
has  16  inch  cylinder,  20  inch  stroke,  and  five  feet 
wheel.  Her  construction  has  been  much  simplified 
and  she  is  well  worthy  the  title  of  the  "model  en- 
gine." We  have  no  doubt  the  Indiana  will  meet 
every  expectation  of  the  B.  &  I.  company. 

The  Manchester  Mirror  contains  a  Ibt  of  the 
names  of  twenty  four  locomotives  which  have  been 
completed  and  sent  from  Manchester  since  the 
middle  of  May.  Most  of  them  were  for  the  Wes- 
tern Market. 


Cleveland  and  Erla  Railroad. 

On  the  11th  Inst,,  the  following  gentlemen  were 
re-elected  oflBcers  of  this  road : 

Alfred  Kelley,  President;  Wm.  Case,  vice-presi- 
dent ;  Q.  B.  Ely,  secretary ;  Parker  Handy,  trea- 
surer. 

We  learn  that  the  prospects  of  the  road  are  most 
flattering. 


Tenaolty  of  i<ake  Superior  Iron. 

The  Detroit  Tribune  says  they  have  in  their  of- 
fice a  shaving  cut  from  a  cast  iron  shafl  made  of 
Lake  Superior  iron  by  Messrs.  Johnson,  Wayne 
&  Co.  of  Detroit.  In  Its  present  twisted  state  it  is 
ten  feet  lon^,  and  If  straight  would  be  lireiUi/  feet. 
Though  shaved  from  a  rast  Iron  shaft,  as  we  have 
said.  It  possesses  the  tenacity,  and  we  believe  the 
malleability  too,  of  the  best  wrought  iron. 
Shavings  taken  from  the  ordinary  kind  of  iron 
break  of  their  own  weight  when  a  foot  or  two  long. 
But  this  is  almost  as  smooth  and  free  from  cracks 
as  though  it  ha<l  been  taken  from  a  shaft  of  lead 
in  the  same  way  and  is  much  fvugkc). 

Mcmpbia  and   lionlaville  Railroad. 

The  Memphis  Eagle  and  Enquirer  gives  an  en- 
couraging acconnt  of  the  prospect  for  the  con- 
struction of  this  road,  in  which,  as  a  continuation 
of  our  connections  in  the  south-west,  Baltimore 
has  a  very  direct  interest.  Col.  Trezcrant  and  Col. 
Topp,  active  .ind  influential  friends  of  the  enter- 
prise, were  out  on  the  route,  and  their  success  in 
securing  numerous  and  Important  individual  sub- 
scriptions, have  more  than  met  their  expectations. 
The  county  in  which  Memphis  is  situated,  has 
made  a  corporate  subscription  of  S300,000  to  the 
road. 


The  Lake  Eric,  Wabash  and  St.  Louis  Rail- 
road is  being  ptished  forward  with  energy.  A 
contract  has  recently  been  made  for  10,000  tons 
of  iWinslow's  Patent  Compound  Rail,  for  the 
road. 


LITHOORJLPHT. 

PUBLISHISRS,  Civil  Bngineeta,  Machhilrta,  i 
quiring  Lithographa,  plain  or  in  oolora,  eaa      . 

liigh  flniab  of  their  design*,  along  with  promptneaa  and  AHateh. 

SATID  0HILLA8, 
M  South  8rd  Straet 
Maylat,  1853.  Philadelphia. 

SIH£0N  DKAP£K,  No.  46  Piue-HL,  otferBfor  »alu,  a  variety 
of  RAILROAD  BONDS  aiitl  STOCKS  ;  also  CITY,  TOWN 
and  COUNTY  BONDS,  among  which  are— 
1st  Mortgage  Couvertible  Bonds : 

Pat/able  in 
7  per  ct— Buffalo,  Coming  and  New  York 

K.   E. New  York,  1867 

7  per  ct— Weatem  Vermont  R.  R "   ■  1861-71 

7  per  ct. — Columbus,  Piqua  and  ludiana.  .  .        "  1862 

7  per  ct. — Catawlasa,  Wiliiamsport  and  Erie.        "  1807 

8  per  ct.— Peoria  and  Oquawka. "  1863 

6  per  ct. — Maysville  and  Lexington "  1870 

6  per  Ct— Dauphin  and  Suiquehanna  Coal  Co.       "  1877 
Ist  Mortgage  Bonds : 

7  per  Ct— Coming  &.  Blossburg "  1873 

7  perct—BuBlilo  and  New  York  City •'  1866 

7  per  Ct— Blansfield  and  Sandusky "  1860 

7  per  Ct— Toledo,  Norwalk  and  Clevtland.  .  '*  1861 

7  per  Ct— Vermont  Valley "  1861 

7  per  ct— New  Jersey  Central "  1860-70 

7  per  ct-Bmnswick  Canal  Co "  1867 

7  per  ct. — Troy  and  BcnningtoH Troy,  N.Y.  1862 

Alao,  second  Mortgage  bonds  of  many  of  the  above  companies, 
and — 
7  per  ct— Saratoga  and  Washington  R.  R.New  York,  1862 

7  per  ct— Troy  and  Boston f....        "  1864 

7  per  ct — Muscogee  Railroad Savannah,  1862 

7  per  ct— Huron  and  Oxford New  York,  1862 

10  per  ct— Mansfleld  and  Sandusky  R.  B.  Co.        "      1866-67 
7  per  ct— Township  of  Portlaud,  Ohio.  ...        "  1862 

7  per  ct — City ofDayton,  Ohio,  guaranteed  by 

Mad  River  R.  R "  1861 

10  per  ct— City  of  Keokuk,  Iowa Keoknk,  1863 

7  per  ct— Town  of  Huron,  Erie  county,  Ohio.     Huron,    1861 

7  per  ct.— Town  of  Newark,  O New  York,  1860 

7  per  ct— City  of  Sandusky,  convertible  into 

Junction  K.  R.  Stock *•  1866 

7  per  ct— SUte  of  California. "      1862-72 

7  per  ct— Mortgage    bonds  of  the  Atlantic 

Steamship  Co "  1866 

12  per  ct— Improvement  Scrip  of  the  State  of 
Wisconsin    for    improvement   of 

Fox  River '<  1862 

Kutland  and  Whitehall  Stock,  with  guarantee  of  7  per  cent, 
dividend  by  Saratoga  and  Washington  Railroad. 
Stock  in  the  Western  Vermon*  R.  tt.  Co. 
Stock  in  the  Mad  River  R.  R.  Co. 
Stock  in  the  BuflSslo,  Coming  and  New  York  R.  R.  Co. 
Stock  in  the  Mansfield  and  Sandusky  R.  R.  Co. 
Stock  in  the  New  York  and  Virginia  Mail  Steamahip 
Company,  paying  20  per  cent  dividends. 
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Notice  to  Contractors. 


filfiS 


PROPOSALS  for  the  Grading,  Masonry  and 
Bridging  of  portions  of  the  Girard  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Journal  Office,  New  York,  on  the  1st  of  October 
next. 

Plans,  Profiles  and  other  required  information 
will  be  furnished  at  that  time.  The  entire  length 
of  the  road  is  225  miles ;  commencing  at  Girard, 
in  Russell  County,  on  the  west  bank  of  the  Chat^ 
tahirchu  river,  opposite  Columbus,  Ga.,  and  run- 
ning to  Mobile,  52  miles  south  of  Girard,  is  under 
contract,  23  miles  nearly  complete.  The  amount 
of  subscription  up  to  date  is  S2,"66,000.  The  pro- 
bable cost  of  the  road  is  $4,000,000. 

That  portion  of  the  line  between  Greenville  and 
Mobile  (115  miles)  will  be  placed  under  contract 
as  soon  as  the  Mobile  subscription  of  $1 ,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President. 

GEO.  S.  RUNEY,  Chief  Engineer. 

Girard  Railroad  Office,  6th,  July,  1853. 

Notice  to  Contractors. 


mam} 


ST.   LOUIS  AND   IRON   MOUNTAIN  RAIL- 
ROAD. 

PROPOSALS  will  be  received  at  the  office  of 
Company  in  St.  Louis,  Mo.,  for  the  Gradua- 
tion, Masonry  and  Bridging  of  that  portion  of  the 
St.  Louis  and  Iron  Mountain  Railroad  included 
between  St.  Louis  and  the  Iron  Mountain,  or  Pilot 
Knob,  distance  about  84  miles.  The  preliminary 
surveys  and  approximate  locations  are  now  com- 
plete, and  the  final  location  for  construction  in  ra- 
pid progress,  and  may  be  closed  by  the  1st  Sept. 
Meanwhile,  profiles  and  plans,  now  ready,  will, 
with  examination  of  the  country,  give  all  necessa- 
ry data. 

The  work  on  this  road  is  heavy,  including  three 
tunnels,  and  much  rock  work  and  masonry,  about 
20  miles  of  the  road,  shows  "side-hill"  work,  and 
the  balance  heavy  through  work.  The  Iron  Moun- 
tain is  700  feet  above  the  river  at  St.  Louis ;  but 
two  principal  depressions  are  to  be  crossed  before 
reaching  that  height.  The  country  passed  through 
is  healthy  and  well  watered. 

Proposals  will  be  received  (by  quantities)  for 
the  whole  or  a  part  of  the  road,  but  contracts  will 
only  be  made  with  responsible  parties.  No  con- 
tracts will  be  closed  before  the  16th  of  August, 
and  no  sooner  thereafter  than  satisfactory  offers 
are  received  from  responsible  parties.  The  road 
will  hereafter  be  extended  to  the  Arkansas  line, 
to  connect  with  the  Cairo  and  Fulton  road,  and  a 
branch  to  the  Mississippi  River,  at  Cairo  or  new 
Madrid,  is  also  contemplated. 

WM.  M.  M'PHERSON,  Pres't. 

Thos.  S.  O'SuLLiVAN,  Consulting  Engineer. 

J.  H.  MoRLEV,  Eng.  in  Charge. 

4w.  St.  Louis,  July  21,  1853. 


BRAAIDS^    LlCiUlD, 

FOR  DISSOLVING  AND  PREVENTING 
INCRUSTATIONS  IN  STEAM  BOILERS, 

Is  acknowledged  by  all  who  have  u»ed  it,  to  be  the  best  pre- 
ventive ever  iiitnidiiccd  to  the  notice  of  the  public.  It  is  not 
injurious  to  ttie  Boilere,  even  if  lued  in  large  quantities,  and  ia 
now  in  general  iise  in  a  great  part  of  Europe,  on  Bailroads  and 
tsteamboats,  and  for  Stationary  Boilers. 

By  the  uise  of  this  liquid,  old  incrusted  boilers,  and  principally 
tubular  boilers,  which  from  their  construction  are  in  general  verj- 
tlitficult  and  in  sonii,'  cases  impiMSible  to  be  cleaned,  may  be  fre- 
«^1  from  u)cru.«talion  in  a  few  days,  and  by  the  continued  use  of 
It  kept  entiroly  free  from  any  fliture  ao^iimulation,  thereby  in- 
creasing the  generation  of  steam,  reducing  the  consumption  of 
luel  and  diminishing  the  danger  of  explosions. 

The  proprietors  of  Brands'  Liquid  are  bo  confident  of  the  mer- 
its of  this  invention,  that  they  olttfr  one  barrel  gratia  to  parties 
willing  to  make  a  trial,  and  to  be  paid  for  ooiy  in  caae  of  sue- 
e98. 

Directions  for  the  use  of  Brands'  Liquid,  with  testimonials,  to- 
Kether  With  ftill  particulars,  may  be  obtained  from  the  Agent:^ 
Messrs.  BOURRY  it.  BOEDER, 
Consulting  ard  Mechanical  Engineers 


N.  York  and  3i.  Ha  Yen  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commencing  Mortday,  May  9,  1863. 


TKAIKS 

7  A.  M. 


8  A.M.- 


S.IO  A.M 

11.30  A.M. 

3-00  P.M. 

4.00  P.M. 
5.00  P.M. 

6.36  P.M. 
6.30  P.M. 


FROM  XKW  TOBK.         I  TRAIM 

— Accommodation  to{6.30  A.M. — 

New  Haven. 
Express  for  Boetoii,|6.00  A. it— i 

stopping  at  Stam-i 

ford   and    Bridge-!6.15  A.M. — . 

port. 
—Special     for    Port!8.15  A.M.— . 

Chester. 
— AccoDunodatioa  (br'S.35  A.M. — '. 

New  Havea 
—Express   fcr   New 

Haven,  stopping  at 

Stamford,  Norwalk 

and  Bridgeport 
— Accommodation  tor 

New  Havea 
—Express for  Baetca,|4.00  P.M.— 

stopping  at  N.  Ha- 
ven. 14.00  P.M.—. 
— Commutation  for  N. 

Haven. 
—Special     for    Port 

Chester. 


1-07  P.M. 


J 


0.30  P.M.-: 


TO  SEW  YORK. 

Si>ecial,  from  Port 
Chester. 

Commutation  from 
New  Havea 
Accommodation  (in 
New  Havea 
Accommodation  fm 
New  Havea 
Express  from  New 
Haven,  Stop{>iiigai 
Bridgeport,     Nor- 
walk  and  Stamford. 
Boston      Express, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 
Special,  from  Port 
Chester. 

Accommodation  bn 
New  Havea 
Boston  Express, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 


GEORGE  W.  WHISTLER,  Jr.,  Sup'L 
Neu>  Haven,  May,  1853.     


SIXTY  MILES  DISTANCE  SAVED!— ONLY  THIRT  V-blX 
AND  A  HALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  canning  the 
Great  Western  U.  S  Through  Mail— FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  an.l  all 
Ports  ou  Lake  Michlgaa— Through  ttotn  Buftalu  to  Monroe  IN 
FOURTEKN  HOURS  WITHOUT  LANDING. 

The  following  raatfiiiticent  and  UDO<jualled  steamers  from  tlie 
line  between  Buflklo  and  Monroe  : 

EMPIRE  STATE.  J.  Wilson,  Commander,  leaves  BuOalo 
Mondays  and  Thursdays. 

SOUTHERN  MICHIGAN,  A.  D.  Pbbkiss,  Commander, 
leaves  Bufblo  Tuesdavs  and  Fridays. 

NORTHERN  INDIANA,  I.  T.  Phbatt,  Commander,  leaves 
Bufliilo  Wednesdays  and  Saturdays. 

One  of  the  above  splendid  steamers  will  leave  the  lilichigan 
Southern  Railroad  Line  Dock,  at  9  o'ckKk,  P.  5L  every  day, 
(except  Sundays)  and  run  direct  through  to  Muaroe  without 
landing,  in  14  hours,  where  the  Lightning  Express  Train  will  be 
in  waiting  to  take  passengers  direct  to  Chicago  in  8  hours  ;  ar- 
riving next  evening  after  leaving  Buffulo. 

THE  LAKE  SHORE  RAILROAD. 
ruiis  in  connection  with  this  line,  forming  the  only  continuous  line 
of  Railroad  to  Chicago  and  the  Illinois  River. 

For  Through  Tickets,  by  New- York  and  Erie  and  Buflalo  and 
New-York  City  Railroad  via  Buflalo,  or  by  the  People's  Line  of 
Steamboats,  Hudson  River  Railroad  via  Albany  and  Buffiilo,  ap- 
I)ly  to 

JOHN  P.  PORTEB,Agent, 
No.  193  Broadway,  comer  Dey-st,  N.  Y. 


$1 


$l,ouo,ouu  i^oan 

f\(\(\  n/lALITTLEMlAMIRAIL- 
jUUUjUUV/  tlOAI)    COMPANY   6 
PER  CENT   FIRST   MORTG.\GE  bONDS  FOB 
SALE. 

Office  of  Winslow  Lanier  &.  Co.  > 
No.  53  WaU  St.,  June  18,  1852     \ 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
offer  for  sale  ONE  MU.LION  qf  their  SLX  PER 
CENT  BONDS,  with  Coupons,  Interest  and  Princi- 
pal payable  in  New  York,  the  former  half-yearly, 
1st  of  November  and  Ist  of  May. 

They  are  iu^ums  of  i''l,000  each,  payable  Ist  of 
May,  1883. 

These  Bonds  are  issued  trnder^express  autbori^ 
of  the  Legislature  of  the  Statu  of  Ohio ;  are  a  part 
of  the  $1,600,000  Loan  authorized  to  be  issued  by 
a  vote  of  the  stockholders,  for  the  purpose  of  rais- 
ing means  to  make  a  double  traok ;  the  greatly  in- 
creased and  increasing  business  pf  the  road  makes 
this  absolutely  necessary. 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  of  Cincinnati  and 
Uft°miuating  at  Springfield ;  is  now  in  complete 
rimning  order ;  has  cost,  including  equipmeoU, 
stations,  station  houses,  &«.,  up  to  this  date,  $2,- 
708,109  19. 

This  Company  own  stock  in  t^e  Columbus  and 
Xenia  Railroad  Company  to  the  amount  of  $386,- 
000,  which  now  commands  a  premium  of  20  per 
cent.  Also  in  the  Hillsborough  Road,  to  the  amount 
of$ll,716. 

The  receipts  of  the  Road  have  been  as  follows : 

For  the  year  ending —  i 


December 
December 
December 
December 
December 
December 
December 
December 
December 


1844 ; $18,632  26 

1845 j 46,827  68 


1846. 
1847. 
1848. 
1849. 
1860. 
1851. 


116,052  02 
.221,139  62 
.280,086  78 
.321,398  82 
.406,697  24 
.487,846  89 


1852 626,746  86 

The  receipts  from  Dec.  1  to  May  1,  (last 

6  months) 200,061  27 

For  the  same  time  the  year  before ....  172,281  18 


GREAT  WESTERN  MAIL.  L.IEIE.--SIXTT 
MILES  DISTANCE  SAVED,  by  taking  the  MICHIGAN 
SOUTHERN  AND  NORTHERN  INDIANA  RAILROAD.- 
Through  tickets  for  Chicago,  St.  Louie,  Milwaukee,  Racine,  Ket^ 
osha,  Waukegan,  and  Sheboygen,  by  New  York  and  Erie  Rail- 
road via  Dunkirk,  and  Buflalo  and  New  York  City  Railroad  ; 
People's  Line  of  Steamboats,  Hudson  River  Railroad,  via  Buf- 
falo, connecting  at  Bulfalo  with  the  splendid  steamers  EMPIRE 
STATE,  J.  WiLSOSj  Commander,  Mondays  and  Thursdaj-i ; 
SOUTHERN  MICHIGAN,  D.  Pbrkiks,  Commander,  Wed- 
nesdays and  Saturdays;  NORTHERN  INDIANA,  L  T.  Phbatt, 
Commander,  Tue^ays  and  Fridays  ;  leaving  Budalo  every  eve- 
ning (Sundays  excepted)  These  steamers  are  low  pressure, 
buillt  expressly  fur  the  Lake  trade,  and  for  Qniah,  speed,  streogtb 
and  safety,  have  no  superiors  anywhere. 

The  connections  with  ttie  Express  Trains  at  Toledo  and  Moo- 
roe,  for  Chicago  and  St  Louis,  are  perfect,  and  can  be  relied 
upoa 

Forty  boars  fhxn  New  York  to  Chicago.  Time  and  money 
saved  by  taking  this  Line. 

PasBOigers  preferring  it,  can  take  the  Lake  Shore  Bailroad  to 
Toledo,  the  Michigan  Southern  and  Northern  IndlBiia  Bailroad 
to  Chicago,  thence  by  the  Rock  Island  Railroad  to  La  Salle, 
forming  the  only  continuous  line  of  Railroad  to  the  Illinois  river. 

For  through  tickets  or  freight  apply  to 
JOHN  F.  PORTER,  Aj^t,  193  Broadway,  cor.  Dey  at. 

.New  York  and  Crie  K.  R. 

j.;«»%  PASSENGKB  TRAINS 

Wd/i^  leave  Pier  foot  of  Duane  street, 
^29^B&  as  lUfows,  Tiz : — 

DAT  KxTRSsa,  at  6  a.  m.  for  Bufblo  direct,  over  the  N.  T. 
and  E.  R.  R.,  and  the  BuOak)  and  N.  Yoik  City  R.  R.,  without 
change  of  baggage  or  cars  ;  and  also  for  Dunkirk. 

Mail,  at  8  a.m.  for  Dunkirk  and  BuffiUo,  and  all  intennediate 
statkxw.  Passengers  by  this  train  will  remain  over  night  at  any 
station  between  Susquehanna  and  Conting,  and  proceed  the  next 
morning. 

AccoMMODATiOK,  at  12^  p.m.  fcr  Delaware  and  all  interme-  i 
dlate  stations.  . 

Wat,  at  3>i  p.m.  (br  Delaware  and  all  intermedial*  sutiou. 

NiOBT  ExPKiBS,  at  e  p.  m.  for  Dunkirk  and  BuAk> 

EmoRAKT,  at  7  p.ia  for  Dunkirk  and  all  iofermedlate  atattOM. 

On  Sundays  only  one  Bzpreaa  Train — at  6  p.m.  i 

The  Express  Trains  connect  at  Dunkirk  Mth  ttw  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  Chicago,  etc,  and  at  BuflUo 
with  first  class  splendid  steamers  for  Cleveland,  Saodnaky  Tol»- 
do,  Detroit  and  Chusago.  '         ^^' 

OSAfi.  JONOT,  SnpX 


Increase  in  6  monthi % S87,770  09 

The  position  of  this  road  being  the  natural, 
shortest  and  most  usually  travelled  route  from  Cin- 
cinnati and  the  vast  coimtry  south  and  west  of  ii, 
to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  in  the 
country.  * 

An  inspection  of  a  miq>  will  shbw  its  connectiODS 
to  be  many  and  important.  This  road  operates 
the  Columbus  and  Xenia  road,  &nd  runs  in  con- 
nection  with  the  Cleveland  and  Columbus  road,  in 
fact  they  are  now  run  as  one  liof,  greatly  to  the 
advantage  of  all. 

Regular  annual  10  per  cent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  div- 
idend of  five  per  cent  in  1861.  In  1862  two  ca«h 
dividends,  each  10  per  cent,  were  made, 
i  The  present  surplus  and  reserved  fund  amounts 
to  $98,646  16. 

The  mortgage  covers  the  entirt  line  of  road  coet- 

ingtodate ,  ..$2,706,109  19 

To  be  expended  on  doable  track,  dtc.  1,600,000  00 

Value  of  security t...  $4 ,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
of  the  most  ample  character,  being  a  first  and  only 
mortgage  or  deed  of  trust  (excepting  one  of  $100,- 
000  to  the  city  of  Cincinnati)  on  the   Company's 
Road,  Stations,  Franchises,  net  income,  &c.,  to  J. 
F.  D.  Lanier,  Esq.,  of  this  city,  in  trust  for  m« 
Bondholders,  with  ample  power  to  take  poasessio 
of  the  road,  its  real  and  p>ersonal  estate,  franchise 
&>€.,  and  to  sell  the  same  to  the  highest  bidde 
for  cash,  if  default  be  made  in  payment  of  interes 
or  principal.     This  mortgage  is  for  $1 ,600,000,  and 
cannot  be  increased. 

The  Stock  owned  by  the  Road  in  the  Columbus 
and  Xenia  and  Hillsborough  Railways  will  mvch 
more  than  pay  off  the  $100,000  prior  li«D  t*  tb« 


>T«-"  ,ir» i7'"r^ 
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i>^  ~-.  ■ 
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AMERICAN    RAILROAD    JOURNAL. 


of  the  Conl- 


city  of  Ciucinnati,  »nd  all  other  debts 
pauy,  except  this  loan  of  $1,500,000 

Sealed  Proposals  will  be  received 
not  less  than  $1,000,  until  Thursdajj,  the  lat  of 
September  next,  at  3  o'clock  P.  M. 

Proposals  will  be  addressed  to  WII4SL0W,  LA 
NIER  &  Co.,  Agents  of  the  Company, 
St.,  New  York,  indorsed  "Proposals  f< 
Miami  Kailroad  Bonds." 

One-half  the  purchase  money  will 
to  be  paid  at  the  time  of  accepting  tl 
residue  in  thirty  and  sixty  days.      An  r  purcha-stT 
will  be  at  liberty  to  pay  in  full  at  one  ? 

Interest  on  the  Bonds  will  run  frou 
payment 

The  above  $1,000,000  will   Ije   sold 


for  an.v  sura 


No  62  Wall 
r  the  Little 

je  required 
bills,  the 


the  day  of 


and  without  reserve  to  the  highest  bidler 


For  further  information  apply  at  oui 


WINSLOW,  LANIER  &  Co 


absolutely 


othce. 


Notice  to  Contractors. 

BUFFALO  &  PITTSBURGH  RAILROAD— 
Sealed  proposals  will  be  received  at  the 
Engineers  Office,  in  the  city  of  Butfao,  until  the 
first  day  of  September  next,  for  the  jraduatioii, 
masonry,  and  for  the  entire  construci  ion  of  the 
line  of  road,  (about  20  miles,)  betwei  n  Ellicott- 
ville  and  the  Pennsylvania  SUate  Line,  i  i\  the  valley 
of  the   Tunungwant. 

Plans  and  Specittcations  will  be  rea  iy  for  in- 
spection at  the  office  of  the  Engineer  o  i  and  after 
the  20th  day  of  August  iust.  The  proj  >osals  may 
be  made  for  the  grading  masonry,  ties,  encing  and 
entire  construction  in  a  single  proposit  on,  or  for 
the  same  and  all  items  separately  and  ii  i  independ- 
ent propositions  ;  and  proposals  as  a  >ove  for  a 
single  section  or  any  number  of  sections  will  be 
received  ;  the  Company  reserving  the  i  ight  to  re- 
ject such  propositions  as  are  not  sitis factory. 
Proposals  willalso  be  received  in  like  i  aanner,  for 
the  balance  of  the  road  from  Ellicottv  lie  to  the 
city  of  Buffalo,  distance  about  50  mile! ,  up  to  the 
20th  day  of  September.  Plans  and  spjciflcations 
for  which  will  be  ready  for  examinat  on  at  the 
office  of  the  Engineer  from  and  after  tt  e  lOlh  day 
Of  Sept.  next. 

Any  further  information  desired  may  be  obtain- 
ed by  addressing  Hon.  Orlando  Allen,  President 
of  the  Company,  Buffalo. 

Proposals  are  invited  from  oontractoi  s  of  ability 
for  the  whole  road.     Buffalo,  August  i,  1853. 

aa4t31      E.  B.  BLACKWELL,  Chie  ^Engineer. 

To  contractors. 

NORTHERN  INDIANA  RAILR  )AD. 

SEALED  PROPOSALS  will  be  rece  ved  at  the 
office  of  the  Company  in  Toledo,  Ohio,  until 
the  first  day  of  September  next,  at  nooi  i,  for  grub- 
bing and  clearing,  grading,  bridging,  luperstruc- 
ture  and  fencmg  of  that  section  of  the  lew  line  of 
said  Road, from  its  junction  with  the  Auburn  and 
Eel  River  Railroad,  to  the  town  of  Gosl  en,  in  Elk 
hart  county,  la.,  a  distance  of  51  miles.  The  line 
is  divided  into  sections  of  about  one  m  le  contain- 
ing from  7,000  to  H5,000  yards  of  earth' k^ork  each, 
and  in  the  aggregate  about  one  milli<  n  yards. — 
Proposals  may  be  made  for  one  or  mo  -e  sections, 
Maps  and  Profiles  of  the  line,  and  plans  and  speci- 
fications of  the  work,  may  be  examine^  at  the  of- 
fice of  the  company  in  Toledo,  on 
20th  of  August  inst.  , 

The  directors  reserve  the  right  to  ac  ;ept  or  re 
ject  proposals,  as  they  may  deem  the  iiteresta  of 
the  company  to  require. 

J.  H.  SAR(  ENT, 
•    .    ,.  .  Asst.  Chief  £ 

Office  of  Nor  Ind.R.  R 
Toledo,  August  4th,  181 3 


Indla-Rubber  Railroajl  Car 
Springrs,  etc. 


2<HE  UNITED  STATES  CAB  SPRING 
ing  completed  their  new  Factory,  are  maiiulac 
hin«  to  Railroad  Companies,  and  Car  Builder, 
JiPJtJNGS  of  the  best  Muality,  on  the  most  favor 
Also,  McMullen's  superior    WHITE  HOSE 
Railroads,  but  all  other  purposes,  and  of  any  sizi 
required.  Office  No.  26  f^ 

Aug.  10,  1863.        3in 


COHPANT,  hav 

urine:  and  ftir- 
,  RUBBER 
Ic  temiH. 
not   only  fbr 
or  thickneitti 
street, 
New  York. 
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(tt  aShty  for  •vwy  kiadti  mnL  Tb«  ftb«v«  rat 
npreMBt*  a  Weod«i  Bridf*  witk  •  rraf.  TIm  «nuiff»> 
■eat for  th»  Iroa  BtUn  la aaak  aa t*  avvidall  tha 
bad  alleeta  efekaafaa  olTamaratva.  Far  a  tall  dea- 
ariatiaa,  ae«  pamahlvta ;  (ot  nrthar  iaforaauoo,  rea- 
paatiat  modato,  rUkta,  »t:.  wpfij,  br  latter  or  o^r- 
wiaa,  la  Aum  wkm,  ar  JoaavA  F.  Thatsk,  Pro- 


Ofl«a  MXt  daM  ta 


Notice  to  Contractors. 


JEFFERSONVILLE  RAILROAD. 

SEALED  Proposals  will  be  received  at  the  office 
of  the  Company  at  Jeffersonville,  Indiana,  un- 
til 10  o'clock,  A.  M.,  on  Wednesday,  the  7th  day 
September,  1853,  (or  the  clearing,  grading  and 
bridging  the  road  between  Edinburg  and  Indiana- 
polis. 

Proposals  may  be  made  for  sections,  divisions, 
or  the  entire  line,  about  30  miles,  payable  in  the 
7  per  cent  mortgage  bonds  of  the  Company  or  part 
bonds  and  part  cash,  and  also  for  payments  entire- 
ly in  cash. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgement  will  best  secure 
the  prompt  construction  of  the  road,  and  to  reject 
all,  if  none  are  satisfactory. 

The  route  traverses  a  fertile  country,  furnishing 
abundant  supplies  of  all  kinds,  and  the  line  is  easy 
of  access  at  <ill  points. 

Bidders  will  please  give  their  post  office  ad- 
dress. 

WILLIAM  G.  ARMSTRONG,  President. 

Jeflfersonville,  July  9,  1863. 


Notice  to  Contractors. 


SttK 


THE  UNDERSIGNED  will  receive  proposals,  at 
the  railroad  office  in  Indianapolis,  to  construct 
the  Evan8viIle,Indlanapolis,and  Cleveland  Straight 
Line  Railroad  from  EvansviUe  to  Indianapolis. 
The  proposals  will  be  for  the  whole  line,  150  miles, 
more  or  less,  or  for  either  of  the  three  sections  of 
about  50  mileseach.  First  from  EvansviUe  to  the 
crossings  of  the  Ohio,  and  Mississippi  railroad  in 
Davise's  Co., ;  second,  from  that  point  to  Spen- 
cer, Owen  county ;  Third,  From  that  point  to  In- 
dianapolis. The  bid  will  be  for  the  whole  work  the 
com  )any  finding  the  iron,  chairs,  andspikes),  up  to 
the  rolling  machinery,  or  for  the  earth  and  rock- 
work  alone.  The  proposal  will  state  what  part  of 
the  pay  will  be  received  in  real  estate,  bonds,  and 
stock  of  the  company. 

0.  H.  SMITH,  President. 
WiLLARD  Carpenter,    Vice  President. 
Augt.  13,  1863, 

Railroad  Splices. 

THE  Sub9Cril>er8  are  manufacturing  Railroad  Spiits  witli 
Swett".s  Patent  Improri'd  Machines;  and  are  prepared 
to  execute  orders  fur  any  quantity,  on  tke  most  favorable  terms. 
These  Spikes  are  made  of  the  best  quality  of  iron,  and,  fur  shape 
and  Hnlsb,  are  superior  to  any  others.  Railroad  companieH  and 
others  in  want,  arc  respectfully  solicited  to  order  a  sample  be 
fore  purchasing;  elsewhere.  AU  orders  will  receive  prompt  at- 
tention. SWETT,  ELLIOT  &  CO 
Pittsburgli,  Pa  ,  Augtist  25, 1863. 


OFFICE  CINCINNATI,  HAMILTON  and  DAY- 
TON Railroad  Company. — Cincinnati,  Aug. 
9th,  1863. — The  directors  of  this  company  have 
this  day  declared  a  dividend  of  five  per  cent,  on 
their  capital  stock,  payable  to  the  stockholders  re- 
gistered in  Cincinnati  on  demand,  and  to  those  re- 
gistered in  New  York,  on  and  after  the  25th  inst., 
at  the  office  of  the  Ohio  Life  Insurance  and  Trust 
Company,  in  New  York. 

Im.  FRANK  S.  BOND,  Secy. 


Book  and  Job  Printing. 

The  tmdersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
aa  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  re8pectf\illy  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
Tivu-tables,  Circulars,  Tickets,  4-c.,  4-c. 

J.  H.  SCUUL.TZ  Sl  CO. 

New  York  April  9,  \9&Z.  -  ■*  ' 
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Are  we  Bnlldins  too  many  RailroaAe  T 

In  estimating  the  fiiture  demands  of  oicr  rail- 
roads, for  the  purpose  of  making  some  c<ilca  lation 
as  to  the  probable  amount  of  money  that  w  ill  be 
vuxxiSiij  required,  we  must  not  lose  sight  <>f  the 
wants  of  our  roads  in  operation.  We  call  these 
completed,  and  are  apt  to  overlook  the  large  sums 
for  which  they  are  constantly  calling,  for  nerw  im- 
provements, for  double  tracks,  for  increa-sed  equip- 
ment, for  repairs,  etc.,  etc.  The  regular  calls  for 
these  objects  are  very  large,  and  with  the  rapid 
progrt^ss  of  our  roads,  add  very  largely  to  their 
aggregate  requirements. 

The  vUivuUe  cost  of  a  road  will  be  pretty  accu 
rately  measured  by  the  amount  of  its  fntul^e  bu 
siness.  This  is  not  only  confirmed  by  experience, 
but  is  in  fact  a  necessary  law.  There  is  a  Innit  to 
their  profits,  and  this  limit  is  the  standard  value 
V)f  money  in  the  community  where  they  anrs  situ- 
ated.   Mqii«7  invested  in  oar  railroads,  cannot>^ 


s 


•qual  amount  well  invested  in  other  enterprizes 
The  reasons  for  this  we  have  explained  in  previous 
numbers  of  the  Journal  Where  a  road,  therefore, 
has  a  very  large  business,  its  cost  will  be  fotifld  to 
bear  a  regular  proportion  to  its  income.  The 
greater  the  business,  the  greater  the  outlay  requir- 
ed :  so  that  a  road  having  $600,000  net  earnings, 
very  likely  will  not  be  able  to  declare  a  larger 
dividend,  than  when  its  net  earnings  were  only 
half  this  sum.  That  such  is  the  ca.se,  the  expe- 
rience of  our  oldest  roads  proves.  It  is  well  known 
that  though  the  incomes  of  many  of  them  have 
increased  very  rapidly,  they  have  hardly  been 
able  to  keep  up  their  former  rates  of  dividends — 
their  capital  account,  to  meet  the  additional  bu- 
siness, increasing  in  equal  ratio. 

We  state  these  things,  not  as  objections  to  in- 
vestments in  railroads,  but  for  the  purpose  of  let- 
ting our  people  see  how  rapid  must  be  the  increase 
of  the  cost  of  our  roads  in  operation  ;  and  how  large 
and  steady  must  be  the  calls  for  such.  It  is  not 
only  for  three  or  four  thousand  miles  which  are 
annually  constructing  that  we  must  provide,  but 
for  the  wants  of  fillteen  thousand,  which  are,  as 
we  term  them,  completed,  many  of  which  are  in- 
creasing their  capital  account  faster  than  when 
first  in  process  of  construction.  Take  the  case  of 
our  most  profitable  western  railroads.  The  Cleve- 
land and  Columbus,  the  Little  Miami,  the  Madi- 
son and  Indianapolis,  the  two  Michigan  roads,  and 
the  Chicago  and  Galena ;  all  of  them  with  one  ex- 
ception, perhaps,  are  expending  money  in  con 
struction  faster  than  at  any  other  period  in  their 
history,  for  improvements  which  they  must  carry 
out,  and  which  will  probably  add  to  the  incomes 
and  value  of  the  stock  of  each  road.  When  our 
roads  are  first  opened,  they  are  equal  to  the  trans 
action  of  only  a  small  amount  of  business.  As 
this  business  increases,  additional  outlays  are  re- 
quired to  meet  it :  more  fixtures,  more  equipment, 


more  accommodations  of  all  kinds ;  a  greater  ex- 
tent oi  sidings,  and  often  double  tracks.  Branch 
roads,  or  estensions  of  the  original  line  are  often 
believed  to  be  expedient,  so  that  with  all  the  calls 
made  for  the  objects  enumerated,  the  growth  of 
the  capital  j^^count  of  a  railroad  is  about  as  regu- 
lar and  steady  after  a  road  is  completed,  as  when 
in  progress. 


Although  the  eeneral  correctness  of  the  facts 
stated  will  not  be  questioned,  yei  it  may  be  in- 
sisted that  the  progress  of  our  ratllroads  create  the 
means  necessary  to  meet  thoir  future  demand  ;  so 
that  no  matter  how  gi-cat  these  are,  U»ey  are  sup- 
plied as  fast  as  they  arise.     This  is  true  in  one 
sense,  but  the  a.ssumption  i.s  not  practically  cor- 
rect in  its  application.    We  will  8U|>pose  that  $70,- 
000,000  have  been  expended  upon  railroads  in 
Ohio.     Now,  there  is  no  doubt  that  this  expendi- 
ture has  added  more  than  four  times  its  amount 
to  the  aggregate  value  of  the  property  of  the 
State.     Tne  market,  or  real,  value  of  the  propt^rty 
of  the  State  has  been  increa.sed  to  this  extent  by 
the  construction  of  railroads.     There  is  no  doubt 
that  a  much  larger  sum  than  the  interest  on  the 
whole  investment  is  annually  saved  to  the  i)eople 
of  the  State  by  the  re<luced  cost  of  transportation. 
But  where  does  this  saving  go  to  ?    Not  into  rail- 
roads ;  at  least  only  a  small  portion  of  it.    The 
people  of  Ohio  are  growing  rich,  but  they  will  not 
use  this  wealth  in  purchasing  the  bonds  of  the 
Little   Miami  railroad  now  otiered,  than  which, 
nothing  can  be  more  safe  as  tin  investment  tor 
capital.     They  can  turn  their  means  to  better  ac- 
count.    No  sooner  is  a  railroad  constructed,  than 
the  attention  of  the  whole  community  is  turned  to 
the  development  of  the  resources  which   it   hab 
made  available.    One  person  sets  at  work  to  int- 
prove  a  icater  power ;  another^  a  coal  mine ;  an- 
other will  erect  works  to  turn  a  bed  of  iron  on  to 
account.     The  reduction  of  the  fore^  into  timber 
for  domestic  uses,  will  engage  the  attention  and 
capital  of  a  fourth.     Various  kinds  of  manufac- 
turing establishments  will  be  starte<l  to  meet  the 
increased  means  of  the  cominiraity  to  purchase. 
Agriculture  has  received  a  new    stimulus.     New 
lands  are  brought  under  cultivation,  and  a  gener- 
al improvement  in  the  mode  of  culture  will  re- 
quire an  increased  outlay.     In  such  ways  are  the 
increased  means  of  the  country  ^ntirely  emplo}-ed, 
so  that,  in  fact,  the  value  of  money  in  Ohio,  from 
the  increased  opportunities  for  investment,  not- 
withstanding the  vast^d  unexampled  increase  of 
property,  is  greater  naic  than  ik^as  t^n  years  ago. 
What  is  true  of  Ohio,  is  true  of  every  State  in 
the  Union ;  so  that  rwllroads,  instead  of  making 
money  less  valuable,  has  a  direct  tendency  of  ma- 
king it  more  so ;  of  increasit^  the  deiaaod;  and 
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of  raisiog  the  rates  of  iaterest.  It  s  for  these 
reasons  that  eo  few  railroad  securitici  a^  taken 
in  the  ioterior.  It  is  not  because  tboi  z  is  no  mo- 
ney, but  because  it  can  be  much  mor  i  protitably 
InA  ested  in  the  ways  stated,  than  in  tt  e  purctv'^se 
of  railroad  securities  at  the  rates  they  are  selling. 

It  therefore  becomes  an  importan  question, 
whether  we  can  build  all  the  roads  ths  t>  our  peo- 
ple believe  to  be  necessary,  and  make  ill  the  ne- 
cessary improvements  on  the  old,  and  s  t  the  same 
time  employ  so  large  a  portion  of  our  n:  cans  in  en- 
terprises to  which  the  railroads  them:  elves  give 
birth  1  In  the  United  States,  only  the  people  of 
the  eastern  states,  which  are  now  dense  ly  settled, 
and  where  opportunities  for  profitable  ei  aployment 
Are  comparatively  few,  invest  to  any  c(  nsiderable 
extent  in  the  stocks  and  sccarities  ol  railroads. 
For  the  reasons  stated,  the  ccimmunitie:  in  which 
these  works  are  in  progress,  will  not  tnvri^  in  them. 
They  will  take  st&ck  in  the  outset,  as  a  necessary 
condition  of  securing  the  road,  but  theii  object  is 
the  road,  and  not  the  iriMunc  which  tbo  >tock  may 
yield.  They  will  be  likely  to  dispose  oi  it  the  first 
opportunity,  not  because  it  is  not  val  lable,  but 
because  they  want  all  their  means  for  ot  ter  things. 
The  eastern  people  who  cannot  share  i  i  the  inci- 
denUU  advantages  of  railroads  inrcft  (  irectly  in 
their  stocks  and  securities,  as  do  foreig  Qers  for  a 
similar  reason.  It  is  these  parties  that  must  fur- 
nish the  means  to  carry  forward  our  wo  -ks.  Can 
they,  and  will  they  furnish  a  sufficient  si  im  to  car- 
ry out  all  the  schemes  we  have  projccte  1,  and  at 
the  same  time  give  us  all  we  want  for  >ur  roads 
in  progress  and  operation,  allowing  our  own  peo- 
ple at  the  same  time  to  employ  a  large  >ortion  of 
the  domestic  means  of  the  country  to  be  ipplied  to 
the  developement  of  its  resources,  and  t  >  the  pro- 
secution of  those  enterprises  which  th<  >  railroad 
calls  into  existence  ?  This  question  can  be  better 
answered  by  persons  familiar  with  the  di  ipositions 
of  European  capitalists  to  invest  in  our  loads.  A 
very  large  proportion  of  our  domestic  sui  plus  cap- 
ital goes  into  them.  They  are  favorite  <  bjects  for 
investment,  and  the  general  prosperity  v  hich  pre- 
rails  leaves  annually  a  very  large  surpli  s  for  this 
purpose.  Still  our  domestic  means  are  lot  suffi- 
cient to  carry  forward  all  our  undertakir  gs,  with- 
out large  supplies  of  money  from  abroad  It  is  by 
the  aid  of  foreign  capital  that  our  extri  ^ordinary 
success  has  in  part  been  due.  But  we  cinnot  ex- 
pect, nor  in  fact  should  we  desire  to  se )  a  very 
rapid  increase  in  the  regular  volume  that  has 
been  steadily  flowing  in  upon  us  from  abi  oad.  It  is 
better  for  us  that  foreigners  should  ob  serve  ex- 
treme caution  in  their  purchases.  An  ip  udicioas 
investment,  thongh  the  purchaser  alone  i  light  be 
in  fault,  might  prove  a  serious  injury  be(  ause  the 
result  would  be  taken  as  a  principle  rat  her  than 
as  fact,  and  might  influence  a  class,  when  only  one 
person  suffered.  So  too,  it  is  much  bett<  r  for  us 
to  proceed  with  an  uniform  and  regula  ■,  though 
with  what  may  seem  to  be  a  slow  pace,  for  it  is 
quite  certain  that  our  progress  under  any  circum- 
stances will  be  quite  as  rapid  is  in  1 1  healthy 
growth.  We  must  have  in  mind  too,  tha  ^  in  this 
country  we  can  only  see  tendencies  anc  not  re- 
sults. Everything  is  so  new.  The  state  and  or- 
gani2ation  of  society  is  so  different  fro  n  every 
other,  that  precedents  may  throw  little  li  ;ht  upon 
our  course.  By  proceeding  slowly  we  can  each 
day  use  to  a  certain  extent,   the  result  of  the  pre 


ceding,  and  in  this  way  make  the  greater  haste 
though  with  less  apparent  speed. 

An  application  of  these  vieivs,  would,  we  think 
postpone  numerous  projects  now  urged  upon  the 
public  attention.  We  need  not  so  much  discuss 
their  merits  as  to  say  that  at  present  there  is  not  | 
sutlicient  means  to  execute  them.  Our  means  are ' 
very  likely  to  exceed  our  estimates,  but  the  calls 
upon  them  are  likely  to  be  greater.  The  cost  of 
our  roads  is  yet  a  problem.  It  is  easy  to  see  that 
the  wants  of  our  old  companies  will  be  very  large 
and  that  with  the  security  which  they  have  offer- 
ed, tTie  new  projects  will  have  to  postpone  their 
claims  till  the  former  are  supplied.  Under  this 
state  of  things  our  conviction  is,  that  money  for 
new  projects  will  be  had  with  much  less  case  for 
the  coming,  than  for  the  past  year.  The  means  of 
our  people,  fast  tis  they  are  increasing,  are  not 
so  rapidly  aa  arc  the  opportunities  for  profitable 
investment ;  and  it  is  certain  that  wc  cannot  ex- 
pect aiiy  extraordinary  increase  in  the  supplies  we 
artj  receiving  from  abroad.  Capital  is  daily  be- 
coming more  in  demand  in  England,  to  meet  the 
stimulus  communicated  to  every  department  of 
business  in  that  country.  The  continent  to  be  sure 
is  our  best  customer,  but  we  shall  be  entirely  sat- 
isfied, if  with  the  present  aspect  of  aflfkirs,  the  aid 
that  we  have  been  accustomed  to  receive  from 
that  quarter  is  not  diminished.  With  all  these  facts 
in  view,  it  is  certainly  the  dictate  of  prudence  for 
our  companies  whose  roads  are  in  progress  or  in 
operation,  to  avoid  assuming  new  liabilities,  to 
control  their  operations  as  far  as  practicable,  to 
adopt  the  most  rigid  economy  in  all  their  expen- 
ditures ;  and  for  those  engaged  in  getting  up  and 
maturing  new  schemes,  either  to  prepare  the  most 
solid  foundation  for  the  loans  they  may  be  compel- 
led to  make,  or  to  postpoec  their  projscts  till 
they  can  see  clearly  their  path  to  success. 

We  make  these  remarks  with  a  full  conviction 
of  the  general  soundness  of  our  railroad  system. 
What  we  have  done  has  been  well  done.  The  suc- 
cess of  our  roads  has  vindicated  the  correctness 
of  all  the  representations  that  have  been  made  by 
those  having  them  in  charge.  At  hovie,  they  have 
promoted  the  prosperity  of  the  country  in  an  ex- 
traordinary degree.  We  have  done  much  better 
by  foreigners,  who  have  invested  in  them,  than  we 
contracted  to  do.  We  have  no  doubt  that  the 
whole  foreign  investment  in  railroads  in  the  United 
States,  at  the  present  market  quotations,  arc  at  10 
per  cent  in  advance  of  the  actual  cost.  Let  us 
now  not  spoil  a  good  thing  by  overdoing  it,  nor 
lose  neither  among  our  domestic,  nor  foreign  cap- 
italists, the  immense  moral  strength  which  the 
success  of  our  railroads  has  secured.  The  16,- 
000  miles  of  road  which  we  have  constructed,  is 
only  a  beginning  of  what  is  before  us.  We  shall 
not  stop  till  we  have /re  times  this  extent  of  line. 
The  future,  therefore,  is  more  important  to  us 
than  the  past  or  present,  and  we  should  do  noth- 
ing to  disable  us  to  successfully  meet  and  dis- 
charge its  demands. 


Iiezlnyton  and  Blf  Bandy  ftallro«d> 

The  Cynthiana  News  says  that  Professor  Mather, 
late  State  Geologist  of  Ohio,  has  just  completed  a 
geological  survey  of  the  country  along  the  line  of 
this  road.  Ho  reports  immense  beds  of  iron  and 
coal  adjacent  to  the  road,  and  expresses  the  opi- 
nion that  coal  can  ba  shipped  ou  it  at  three  cents 
per  bushel,  at  a  good  profit  to  the  miner. 


Robert  StepheuaoB  Esq.<  oa  Railway  Com. 
petition* 

A  dinner  was  recently  5;iven  in  Montreal,  Ca- 
nada, to  the  Hon.  Rdbert  Stephehsbn,  the  distin- 
guished Engineer,  who  is  now  in  this  country  in 
connection  with  the  Grand  Trunk  Line  oi  Rail- 
road.  We  give  such  part  of  his  speech  as  will 
be  of  particular  interest  to  our  readers.  In  re- 
ply to  a  C(nnplimentary  notice  by  the  Chairman, 
Bon.  P.  McQill,  "Mr.  Stephenson  replied  as  fol- 
lows : —  {•  ..       ;      -^ 

He  had  oome  to  Canada  upon  a  professional 
visit,  AuA  (k'om  what  he  had  seen  of  the  country, 
■he  was  convinced  that  the  present  was  but  the 
commencement  of  a  great  railway  system,  and  he 
ventured  to  express  his  sincere  desire,  that 
Canada  should  avoid  those  errors  in  producing 
the  system  which  other  coontries  bad  committed 
with  theirs.  Canada  was  yet  only  on  the  threshold 
and  the  proper  laying  out  of  the  plan,  he  thought 
of  as  much  importance  as  the  introduction  of 
railroads  themselves.  He  hoped  that  the  legisla- 
ture of  this  country  would  not  do  as  those  of  some 
countries  had  done  ;  for  although  there  were 
difficukies  in  the  way,  yet  here  it  appeared  to  him 
they  were  principally  those  of  legislation.  Canada, 
at  present  had  no  occupied  field  before  her,  and 
much  would  depend  upon  the  first  step.  If  it 
were  taken  with  judgment,  other  difficulties  would 
be  of  comparatively  little  importance.  If  it  were 
taken  judiciously,  what  seemed  but  a  speck  in  the 
West,  might  become  a  thunder  cloud.  The  dan- 
gers might  not  be  apparent  to  Canadians  at  pre- 
sent, but  before  he  sat  down  he  would  endeavor 
to  make  us  sensible  of  them.  He  had  seen  the 
rise  and  progress  of  railways  in  England,  and 
those  who  had  not  could  hardly  appreciate  the 
enormous  losses  occasioned  by  false  legislation. 
Few,  indeed,  knew  the  rise  and  progress  of  the 
legislation  with  respect  to  them.  He  would  occu- 
py a  few  minutes  in  pointing  out  what  these  errors 
were,  and  what  course  to  take  to  avoid  them. 
lie  was  incapable  of  oratory ,  but,  having  been 
mixed  up  with  railway  contentions  for  twenty 
years,  he  thought  he  could  teach  them  how  to 
avoid  them. 

The  people  then  became  sensible  of  the  im- 
mense advantages  of  the  railway  horse,  and  the 
qiiestion  assumed  a  new  phase.  Then  all  places 
rushed  in  to  railway  .«<peculations.  The  country 
was  tolerably  well  filled  up  with  railway  lines. 
Competition  arose  within  the  walls  of  Parliament, 
not  for  interest  but  for  vanity. 

Here  Mr.  Sthphenson  went  into  the  history  of 
several  railway  struggles,  and  .stated  that  the 
committees  in  Parliament  took  into  their  con- 
sideration, not  who  was  right  or  who  was  wrwig, 
but  entered  upon  questions  entirely  subsidiary, 
not  at  all  connected  with  the  profit  of  the  lines, 
or  the  necessity  of  making  them.  The  conse- 
quence was,  that  committees  sometimes  decided 
upon  different  lines  upon  reasons  entirely  apart 
from  their  real  merits,  or  the  scientific  questions 
involved  in  the  details.  There  was  one  district 
through  which  it  was  proposed  to  run  two  lines, 
and  there  was  no  other  difficulty  between  them 
than  the  simple  rivalry,  that,  if  one  got  a  char- 
ter, the  other  might  aJso.  But  here,  where  the 
Committee  might  have  given  both,  they  gave 
neither.  In  another  instance,  two  lines  were  pro- 
jected through  a  barren  country,  and  the  Com- 
mittee gave  the  one  which  afforded  the  least  ac- 
commodation to  the  public.  In  another,  where  a 
line  was  to  be  run  merely  to  shorten  the  time  by  a 
few  minutes,  leading  through  a  mountainous 
country,  the  Committee  gave  both ;  so  that, 
the  Committee  might  have  given  both,  they 
gave  neither  ; — and  where  they  should  have 
given  neither,  they  gave  both.  Such  a  species  of 
legislation  was  faulty,  and  he  hoped  it  would  not 
be  imitated  in  this  country.  There  was,  indeed,  a 
Committee  sitting  in  England,  the  attention  of 
which  he  had  called  to  these  facta.  After  lines 
were  granted,  the  competition  which  began  within 
the  walls  of  Parliament  continued  when  the  lines 
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came  to  be  put  ia  operation.     People  said  it  was  |  lines,  and  there  was  no  doubt  of  their  completion, 
necessary  to  liave  competition  for  the  benefit  of  i  He  then  said  that  Canadians  wanted  English  capi 


the  public,  that  the  whole  conntry  would  be  unde 
the  dominion  of  a  Railway  Corporation,  and  com- 
petition was  the  only  means  of  chocking  it,  and 
preserving  moderate  prices.  Well,  he  could  eay, 
upon  the  authority  of  the  Bo^d  of  Trade,  and 
from  his  own  knwledgethat,  since  competing  lines 
commenced,  out  of  300  millions  of  pounds  expend- 
ed 60  had  been  wasted  ;  that  is  in  duplicate  lines. 
But  in  order  to  mark  the  inconsistency  of  the  pro- 
ceedings in  railway  legislation,  when  the  London 


tal,  and  advised  them  to  be  guarded  in  the  system 
they  should  adopt,  especially  in  regard  to  reck- 
less competition.  Ho  would  for  himself  hesitate 
to  recommend  to  his  friends  in  England  to  invest 
their  money  in  railways  here,  if  reckless  competi- 
tion were  allowed,  for  nothing  but  loss^nd  coulu- 
tion  would  result.  Belgium,  France  and  Switzer- 
land all  possessed  great  advantages  over  England 
in  having  no  rival  lines,  and  in  having  laid  out 
their  main  lines  for  the  benefit  of  the  whole  coan- 


aad  Birmingham  was  asked  for,  the  ftasability  of  try,  rather  than  allowing  to  any  town  or  any  por 
the  route  was  doubted,  great  difficulties  were  sug-  •  ~  - 
gested  as  being  in  the  way.  Engineers  were  call, 
ed  into  decide  every  thing  in  opposition  to  it ;  the 
estimates  were  disputed  and  doubted,  it  was 
maintained  that  the  company  ought  to  prove  the 
traffic  that  was  to  go  over  it,  and  that  6  or  8 
per  cent,  was  to  be  obtained  upon  the  money  in- 
vested, in  fact  a  most  paternal  part  was  taken  in 
the  project.  Before  Parliament  granted  the 
charter,  before  the  people  were  allowed  to  ex- 
pend their  own  money,  they  were  here  asked  to 
prove  the  traflSc  and  the  profit,  and  show  a  regu- 
lar contract  to  establish,  that  the  work  was  to  be 
done  within  the  estimate.  The  people  clamoured 
for  competition,  and  Parliament  granted  the  ei- 
penditru-e  of  two  capitals. 

At  that  time  it  was  believed  that  competition 
would  compel  them  to  carry  passengers  almost 
for  nothing.  But  what  was  the  result  1  The  opu- 
lent were  struck  down  and  the  poor  were  reduced 
to  peniu-y.  Nothing  but  the  resources  of  British 
commerce  could  have  sustained  such  a  shock 
These  serious  evils  of  legislation  it  might  be  diflS 
cult  to  escape  ft-om  in  England,  but  they  should 
be  weighed  well  before  they  were  brought  into 
Canada,  either  by  the  present  or  any  future  gov- 
ernment. It  was  said  that  all  was  right,  the  pub- 
lic gained  what  the  proprietors  lost.  But  the  pub- 
lic had  not  gained.  Capital  was  absorbed  and  di- 
verted from  other  profitable  employment. — Lines 
had  been  located  which  never  would  have  been 
built  had  a  directing  genius  presided  over  the 
chartering  of  them  ;  and  he  did  not  envy  the  man 
who  could  glory  at  one  part  of  the  community 
prospering  by  the  ruin  of  another.  This  error  had 
been  most  disastrous  in  his  country,  and  he  hoped 
it  would  not  be  committed  here.  Competition 
never  answered  a  beneficial  purpose.  Competition 
like  poverty  was  the  mother  of  invention ;  and 
when  things  came  to  the  lowest  ebb,  the  remedy 
was  in  amalgamation.  In  no  instance  had  it  oc- 
curred that  amalgamation  had  not  reduced  charg- 
es. Mr.  Stephenson  then  referred  generally  to  the 
expense  ef  working  short  lines,  and  the  necessity 
of  extinguishing  them  by  amalgamation,  and  men- 
tioned an  instance,  where,  includingwatercommu- 
nications,  there  were  five  competmg  lines.  The 
result  from  competition  was,  that  they  laid  their 
heads  together  and  raised  tolls  to  the  highest ;  but 
here,  where  there  was  no  competition,  nothing  was 
to  be  done  but  to  develop  our  resources,  and  make 
the  profits  highest.  Mr.  S.  then  referred  to  for- 
eign countries.  First  of  all  to  Belgium,  which  had 
employed  one  or  two  men  to  lay  out  the  country 
so  as  to  obtain  the  greatest  amount  of  accommo- 
dation with  the  least  expenditure  of  money.  The 
speed  obtained  was  not  perhaps  so  great  as  that 
attained  in  England ;  but  it  will  bear  comparison 
with  that  in  any  other  country.  The  minor  points 
of  the  country  were  filled  up  according  to  the  ori- 
ginal design,  and  all  conducted  with  economy.  In 
P'rance  no  lines  were  allowed  to  be  made  unless 
they  were  called  for  and  made  part  of  a  great 
system.  France  was  slow,  but  bore  comparison 
with  Great  Britain,  for  there  competition  had  mar- 
red the  whole  scheme.  Switzerland  was  a  collec- 
tion of  several  cantons,  each  preferring  its  own  in- 
terests as  to  gauge,  and  building  without  refer- 
ence to  the  whole.  They  decided  to  send  to  Eng- 
land for  an  "ngineer  to  design  for  them  a  network 
of  railways,  and  he  (Mr.  S.)  had  had  the  honor  to 
be  called  in,  and  had  assisted  in  designing  their 
railways  from  end  to  end,  and  capital  was  now 
flowing  in,  satisfied   because   there  was  no  rival 


tion  of  the  country  a  preponderating  voice  in  their 
location .  They  had  established  from  end  to  end 
of  their  country  a  system  in  harmony  with  itself 
They  could  not  prevent  portions  of  the  country 
having  their  railways,  but  they  were  so  small,  as 
not  to  interfere  with  the  great  design.  It  was  the 
interest  of  the  whole  coimtry  that  was  involved, 
not  that  of  individuals  nor  of  particular  locali- 
ties. 

Canadians  ought  to  have  a  system  which  would 
work  in  all  harmony.  What  was  to  be  gained  by 
ruinous  competition  1  If  passions  and  interests 
were  brought  into  play,  nothing  could  result  but 
destruction  of  property  and  loss  of  life  too. 

It  strikes  us  that  Mr  Stephenson  much  better 
appreciates  the  evils  of  competition,  than  under- 
stands the  remedy  for  them.  He  shows  to  a  de- 
monstration, that  a  kgislatvre  is  incompetent  to 
properly  regulate  and  control  this  matter  of 
competition,  and  at  the  same  time  he  appears  to 
look  to  Ugislation  only  for  the  remed  y.  He  ap- 
peals to  the  Canadian  government  Jiot  to  imitate 
the  follies  of  the  Imperial  Parliament,  forgetting 
that  their  mistakes  come  from  an  inherent  inabili- 
ty in  all  parliaments  to  successfully  execute  or 
manage  works  of  a  purely  commercial  character. 
In  the  first  place,  members  of  a  legi.slature  may 
be  entirely  ignorant  upon  a  subject  upon  which 
they  may  be  called  upon  to  act.  They  will  in  all 
cases  be  wanting  in  that  instinctive  sagacity  which 
springs  only  from  a  direct  interest  in  the  result. 
To  constitute  a  legislative  body  the  umpire  in 
cases  of  dispute  to  determine  the  proper  route  of  a 
road,  is  to  select  the  most  incompetent  one  possi- 
ble, to  say  nothing  of  the  great  probability  that 
their  discussion  may  be  infiucnced  by  improper 
motives.  Why  do  "Parliamentary  expenses"  a- 
mount  to  $10,000  per  mile  with  some  of  the  more 
important  English  roads  1  This  sum  surely  is  not 
expended  for  the  sole  purpose  of  enlighten- 
ing the  public  mind  upon  the  real  merits  of  the 
project,  but  for  the  purpose  of  securing  what  were 
believed  to  be  certain  special  privileges  !  In  oth- 
er words,  the  charters  of  many  of  the  English  roads 
were  bought  outright.  Now  when  the  legislature 
retains  in  its  hands  the  authority  to  grant  railroad 
charters,  the  largest  purse  will  be  sure  to  iciw, 
whether  the  contest  be  before  a  British,  Canadian, 
or  American  legislature.  The  weaker  must  sub- 
mit to  the  stronger  whether  right  or  wrong.  This 
is  legislation,  and  this  is  history  all  the  world  over. 
Wherever  we  find  the  most  direct  legislation,  do 
we  find  the  construction  of  railroads  carried  to 
the  greatest  excess,  and  the  greatest  losses  by 
mismanagement  and  imprudence.  Just  look  at 
history  in  these  matters.  A  railroad  company  get 
a  charter  which  confers  special,  or  extraordinary, 
privileges,  not  possessed  by  any  other  body  of 
men.  The  consequence  is  that  the  former  con- 
struct their  road  upon  a  route  that  suits  them- 
selves,  without  reference  to  the  wants  or  interest 
of  others,  or  the  community ;  or  without  any  broad 
or  comprehensive  plan  dictated  by  a  wise  self  in- 


terest. 'If  we  commit  mistakes,"  say  they,  "oth- 
ers cannot  take  advantage  of  them  to  oar  disad- 
vantage." In  laying  out  their  road,  therefore,  th«f 
will,  nine  cases  in  ten,  commit  the  gravest  e^•or^. 
These  are  soon  seen,  and  another  company  start? 
up,  applies  for  a  charter  lor  the  purpoMs  of  correct- 
ing them,  and  of  extending  the  ad\  autages  of  rail- 
road to  districts  not  accommodated  by  the  first 
road.  Any  second  concession  the  first  company  ex- 
poses, and  the  legislature  immediately  becomes 
the  arena  of  a  heated  partisan  warfare  :  both  par- 
ties taking  every  course,  and  usii^  every  means 
that  promise  to  gain  them  the  \ictory.  Id  thin 
way  all  the  companies  that  have  secured  charterM 
invariably  make  common  cause  against  all  seek- 
ing similar  privileges,  and  it  frecjuently  happens 
that  such  companies  are  strong  enough  to  control, 
for  a  time,  a  legislatures  which  in  this  way  become 
the  agent  of  an  unprincipled  and  factious  monop- 
oly, and  the  instrument  of  the  grossest  outrages 
on  popular  rights.  But  the  outsiders  having  right 
on  their  ?ide,  by  dint  of  i)erseveraiice  carry  their 
points,  one  after  another,  and  exaisperated  by  the 
opposition  they  have  met  with,  they  build  their 
proposed  roads,  whether  they  promise  to  be  pro- 
fitable or  not,  as  much  to  injure  their  opponents 
and  to  gratify  a  grudge,  as  to  benefit  themselTes. 
So  we  have  one  road  after  another,  all  rivals  of 
each  other,  and  all  of  them  built  without  any  well 
considered  plan,  adapting  then\  to  promote  the 
highest  good  on  the  community,  and  without  any 
reference  to  their  probable  .^uccesa,  as  investments 
of  ci^ital. 

Such  are  the  results  af  special  Ugislation  upon 
the  subject  of  railroads.  We  need  not  go  to  Eng- 
land for  pregnant  illustrations  of  ■  the  correctness 
af  our  remarks.  In  the  United  States  we  have 
plenty  of  special  legislation,  and  are  now  fast  ap- 
plying the  remedy,  by  divorcing  ^vemment  from 
all  connection  with  railroads,  leaving  the  questions 
of  route,  mode  of  construction  aad  management, 
entirely  in  private  hands.  The  laws  of  New  York, 
which  are  fast  being  imitated  by  other  states,  au- 
thorised any  body  of  men  to  associate  for  the  con- 
struction of  a  railroad,  and  upon  theobsenance  of 
certain  formalities  gives  them  the  required  author- 
ity for  this  purpose.  All  this  is  done  b\'  a  gfiieral 
law.  A  party  may  organize  to-day  for  the  purpose 
of  constructing  a  railroad  to  Albany  along  side  of 
the  Hudson  river  road,  if  they  choose.  A  dozen 
roads  may  be  built  along  the  samf  route  if  fools 
enough  can  be  found  to  build  them.  In  this  coun- 
try we  do  not  give  the  monopoly  of  route  to  any 
party.  This  may  seem  strange  doctrine  to  an  Eng- 
lishman. "What"  says  he  "if  I  put  my  money  in- 
to a  railroad,  can  another  party  come  and  build 
another  railroad  immediately  alongside  the  one  I 
have  stock  in,  and  thus  render  it  worthless  ?"  Cer- 
tainly ;  and  what  he  regards  as  threatening  the 
greatest  danger,  constitutes  his  real  security,  for 
the  reason,  that  when  a  company  know  that  eve- 
ry mistake  they  commit  will  certainly  be  corrected 
by  a  sub.sequent  project,  they  will  l>e  very  careftil 
to  secure  to  themselves  the  strongest  of  all  mono- 
polies ;  that  resulting  from  the  choice  of  the  best 
route,  and  a  properly  constructed  and  well  man- 
aged road.  Had  they  special  privileges  they  would 
rely  upon  such,  and  feel  indifferent  to  secure  thoiie 
advantages  upon  which  the  safety  of  all  invest- 
ments in  the  end,  must  rest.  Would  ship  building 
go  on  so  successfully  did  ^  ovemment  presume  to  de- 
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ctde  upoa  the  model,  the  number  ofebps  to  be 
built,  or  the  routea  which  they  shoul  i  pursue; 
or  would  farmiog  prove  equally  profit  iblc  were 
the  Bumber  of  acres  to  be  planted,  the  mode  of 
tillage,  or  the  variety  of  products  to  i  »e  raised, 
made  to  depend  upon  a  decree  oin.  govenment  ?  It 
does  not  take  long  to  answer  such  ques  ions,  and 
it  aboold  take  no  longer  to  decide  that  be  build- 
ing of  raihroads  should  be  as  open  to  c(  mpctition 
aa  is  any  other  branch  of  industry.  :4et  these 
works  take  care  of  themselves.  If  peo  pie  build 
too  many  ships  one  year,  they  build  less  next.  Pri- 
vate interest  will  see  and  correct  the  :rror,  ten 
times  as  quick  as  will  a  blind  and  stupi  i  legisla- 
ture. 

Mr.  Stephenson  brings  all  his  illustrat  ions  from 
Europe,  overlooking  the  most  approprii  ite  one  to 
his  subject,  the  success  of  the  railros  ds  of  the 
United  States,  most  of  which  have  beer  built  un- 
der perfect  freedom  of  legislation.  The  entire  in- 
vestment iu  railroads  in  the  United  States,  could 
it  be  uold  at  its  market  price,  would  co  umand  a 
premium,  on  its  cost.  We  have  been  the  only  peo- 
ple who  have  made  their  roads  desirabl )  subjects 
for  the  investment  of  capital,  in  additior  to  the  in- 
cidental advantages  we  Lave  secured.  Why  not 
make  use  of  these  facts,  to  draw  from  it  he  lesson 
they  teach. 

To  our  mind,  Mr.  Stephenson  entire!  r  miscon- 
ceives the  dangers  to  which  the  Canads  s  are  ex- 
posed. 'Tis  not  the  construction  of  >  ompcting 
lines,  but  being  governed  by  political  ra  her  than 
commercial  considerations  in  the  selectiot  of  routes 
for  their  roads.  What  have  the  Ganalas  been 
trying  to  do  for  years  past  ?  why,  build  i  political 
road  ttoxn.  Montreal,  by  way  of  Quebec  ai  id  Gaspe, 
to  Halifax.  Now  there  is  not  a  persoi  experi- 
enced in  railroads  in  this  country,  that  w  ould  give 
it  as  his  opinion,  that  a  road  from  Troi  r  Pistoles 
to  Miramicki,  some  200  miles,  would  yie  d  suffici- 
ent income  to  pay  for  the  fu4:l  burned  in  the  loco- 
motives. This  scheme  failed  because  t  le  Home 
government  had  too  much  good  sense  to  sanction 
it.  Yet  the  Canadian  government,  Mr.  H  neks  as- 
sures us,  are  still  determiued  to  carry  « mt  their 
scheme.  Should  they  succeed,  and  sho  ild  it  be 
adopted  as  a  part  of  the  Grand  Trun :  line,  it 
would  inevitably  ruin  the  stock  of  the  tvhole. — 
Here,  then,  is  a  field  for  Mr.  Stephenson' s  labors, 
and  one  in  which  he  can  do  a  vast  deal  of  eood  ; 
and  in  the  Utopian  scheme  of  attempting  t }  cari-y  a 
railroad  over  the  desert  country  of  Can  ada  and 
New  Brunswick,  let  him  draw  another  ill  istratjon 
of  the  iHcompetencij  of  government  to  act  wisely 
in  kuch  matters,  as  determining  the  rou  e,  mode 
of  ooostruction,  or  managing  of  a  railroa<  [. 

There  can  be  no  doubt  that  the  mos ,  certain 
way  to  avoid  the  evils  of  competition  in  su  ;h  coun- 
tries as  the  United  States  and  Great  Brit  dn  is  to 
throw  wide  open  the  door  to  railroad  cons  ruction, 
mnd  let  railroad  companies  understand  in  the  out- 
set, that  they  can  expect  no  protection  fr  )m  gov. 
emment  for  the  blunders  they  may  co  nmit.— 
When  no  such  protection  is  expected,  }ut  few 
blunders  will  be  committed.  When  people  are 
left  free  to  act  in  accordance  with  their  o^  ^n  judg- 
meets,  they  will  not  waste  their  money  iu  rail- 
roads, any  sooner  than  in  any  other  busin  iss,  and 


against  excess,  where  the  right  of  construction  is 
open  to  all,  than  where  it  is  granted  as  a  particu- 
lar favor,  by  a  special  act  of  the  legislature. 

Sontb-W eater n  Rallremd  Ext«nslen* 

We  learn  from  the  Gcorg ic!ith3.t  at  the  meeting 
of  the  directors  of  the  South-western  railroad,  held 
at  Macon  on  the  11th  iust.,  it  waJ  voted  unani- 
mously to  extend  the  road  the  distance  of  about 
85  miles  beyond  Americus,  provided  planters  and 
others  along  the  line  of  the  proposed  extension 
will  famish  two-fifths  of  the  estimated  cost  of  the 
work.  Two-fifths  will  be  225,000  00  doUars, 
according  to  the  estimates.  The  exten- 
sion will  be  in  a  right  line  through  the  12th  dis- 
trict of  Lee,  and  the  4th  of  Randolph,  into  the  3d 
of  Baker  county,  striking  the  boundary  of  the  lat- 
ter at  a  point  nearly  midway  between  Albany  and 
Fort  Gaines. — The  survey  is  to  be  made  immedi- 
ately. We  are  informed  that  there  is  not  the 
slightest  doubt  that  the  planters  will  subscribe  the 
amount  required  of  them. 

The  road  from  Oglethorpe  to  Americus  has 
been  for  months  under  contract,  and  the  work  is 
in  a  state  of  vigorous  prosecution.  When  the  ex- 
tension now  contemplated  is  completed,  it  can 
hardly  be  doubted  that  Savannah  will  command 
all  the  cotton  growu  in  the  highly  productive  re- 
gion embraced  between  the  Chattahoochee  and 
Flint  rivers.  The  crop  of  that  section,  already 
large,  will  be  greatly  augmented  under  the  stimu- 
lating influences  of  increased  facilities  forreaching 
the  markets  of  the  world. 

CattawiBS     Railroad. 

The  workmen  are  now  engaged  in  laying  down 
the  iron  on  the  Cattawissa  road.  The  road  is 
nearly  or  quite  all  graded  to  Tamaqua,  and  the 
bridges  over  ravines  and  creeks  in  the  Cattawissa 
Valley,  will  be  completed  this  summer. 


should  railroads  be  built  in  advance  of  th  3  wants 
of  the  country,  a  re-action,  which  is  sure  to  take 
place,  will  soon  cure  the  evil.     We  are  mu  )h  safer 


Railroad  AI»naKeme»t. 

The  great  means  of  safety  in  railroad  travelling 
are  found  in  a  good  constniction  ot  roads  and  ma- 
chinery, and  in  a  guarded  and  prudential  system 
of  management.  These  requisites  must  not,  and 
need  not,  however,  interfere  with  the  capacity  or 
velocity  of  the  trains.  The  inducements  of  trav- 
elling by  railroad  are  to  travel  safely,  and  to  travel 
quickltj.  In  fact  the  sentiment  of  the  age  is  in  fa- 
vor of  high  speeds,  and  there  arc  more  who  would 
trust  themselves  to  the  certainty  of  speed,  and  the 
chances  oftucident,  than  the  chances  of  speed  and 
certainty  of  safety. 

Our  railroads  are  now  too  important  in  their  op- 
erations and  directly  afiect  the  convenience  and 
safety  of  too  large  a  number  of  our  people  to  be 
longer  without  a  system  of  management  which 
shall  secure  protection  to  each  of  these  rights.  It 
is  useless  to  deny  the  possibility  of  efffecting  such 
results,  it  is  useless  to  seek  for  apologies  for  any 
of  the  criminal  malpractices  which  have  for  so 
long  a  time  disgraced  our  railroad  system.  Not 
that  jn  all  times  and  in  all  cases  can  we  expect 
entire  immunity  from  accidents,  but  we  have  a 
right  to  expect  that  calamities  like  those  at  ^or- 
walk,  Chicago,  Valley  Falls,  and  upon  the  Camden 
and  Amboy  road,  calamities  proceeding  from  like 
palpable  and  inexcusable  negligence,  shall  never 
be  repeated. 

The  Norwalk  accident  was  caused  by  a  want 
of  signals  and  signal  operators,  wherebf  a  hidden 
danger  was  sprung  upon  a  faithful  engineer  and  » 


train  of  unsuspecting  passengers.    The  accident  at 
Chicago  was  directly  due  to  the  same  deficiency, 
but  primarily  to  the  manner  in  which  two  great 
railroads  were  allowed  to  cross  at  grade.     The 
accidents  on  the   Providence   and  Worcester   and 
the  Camden  and  Amboy  railroads  were  caused  di- 
rectly by  a  misconception  of  time  (a  matter  which 
by  right  has  no  bearing  upon  safety,  as  a  man  has 
a  right  to  be  as  safe  at  twelve  o'clock  as  at  a  quar- 
ter past  twelve,  or  inversely ;)  while  both  were  pri- 
marily due  to  the  same  deficiency  .as  existed   at 
Chicago.     The  writer  of  this  article  stated  a  prin- 
ciple, after  the  occurrence  of  the  Norwalk  accident, 
to  the  effect,  that  because  no  accidents  had  occur- 
red on  any  road  was  not  of  itself  an  argument  th<at 
such  road  was  the  best  managed.     The  doctrine 
was  of  course  attacked,  and  the  experience  of  one 
or  two  roads  appealed  to  in  opposition  to  its  ten- 
dency.    But  there  is  evidence  that  on  the  lines 
mentioned,  unsafe  practices  existoi ;  such  as  na- 
turally tend  to  produce  accidents,  and  which  would 
only  require  an  opportunity   for  developement. 
Each  road  has  its^^rs^  accident,  and  all  of  the  roads 
upon  which  the  memoriable  calamities  of  1868  have 
occurred,  could  have  previously  put  in  their  claims 
for  the  rank  of  the  best  managed  roads  in  the 
coimtry.     Their  previous  good  fortune  was  the  se- 
curity relied  upon,  but  experience  has  proved  its 
treacherous  character.  Fortune  or  luck  is  as  fickle 
in  the  management  of  railroads  as  elsewhere.  It  is 
notorious  that  under  our  present  system  of  pas- 
senger transportation,  the  causes  which  produce 
accidents  are  in  active   operation,  and  the  only 
chances  are,  lekich  will  soonest  take  effect,  and 
what  will  be  the  extent  of  its  results. 

We  have  uniformly  contended  for  the  necessity, 
both  on  account  of  economy  and  of  safety,  for  es- 
tablishing signals  on  raihroadd,  for  upon  their  exhi- 
bition and  the  information  they  are  thereby  ena- 
bled to  impart,  must  rest  mainly  the  safety  of  an 
advancing  train.  Double  tracks  are  collateral 
means  of  safety,  but  the  information  which  tells 
the  engineman  that  all  is  right,  or  otherwise,  upon 
the  track,  is  the  most  certain  preventive  of  acci- 
dent. Double  tracks  govern  the  capacity  more 
than  the  safety  of  a  road. 

As  an  illustration  of  a  complete  system  of  sig- 
nals, we  may  instance  those  employed  on  the  gre^t 
English  lines.  Among  their  most  important  ar- 
rangements are  the  giving  and  receiving  of  signals 
such  as  police,  stationary,  semaphore,  junction, 
auxiliary,  train,  special  and  detonating  signals. 
Every  train  upon  the  line  is  regulated  in  compli- 
ance with  them.  The  white  signal,  whether  a  flag 
or  light,  is  a  signal  of  safety,^rec7i,of  caution,  and 
red  of  danger.  When  the  line  is  clear,  the  police- 
men, always  stationed  along  the  route,  give  no  sig- 
nals, except  at  night,  when  white  lights  are  exhib- 
ited, but  in  cases  of  danger  or  doubt,  red  or  green 
flags  or  lamps  are  employed. 

That  interesting  and  useful  English  work,  "Our 
Iron  Roads"  gives  a  description  of  the  signals  usu- 
ally employed,  which  we  transcribe  to  our  co- 
lumns. 

"The  signal  arrangements  at  the  intermediate 
stations  on  the  London  and  North  Western  line,  are 
various,  but  all  are  simple  and  complete.  A  sta- 
tion signal  is  provided  for  both  the  up  and  the 
down  line,  one  being  usually  erected  at  each  end 
of  the  station,  and  of  the  kind  represented  in  fig- 
ure 1, 
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Fig.  1. — Station  Sich  al. 


Fig.    2. AuXIfclAflY    SiG.NAL. 


"  Where  junction  lines  unite  or  lines  <;fo8S  one 
another  at  the  same  level,  it  is  ess'^ntjai  that  a 
complete  system  of  signalling  sho-jj^  be  adopted. 
The  engraving  fig.  3  represr^Qts  a  junction  or 
double-signal  station.     It  consists  of  two  masts  to 

Fig.  3.— Jc-CTioN  Signal. 


"On  »  train  stopping,  or  travelling  slowly 
through  an  intermediate  station,  the  signal  which 
is  painted  red  on  one  side  is  shown  for  five 
minutes  in  the  direction  from  which  the  train  has 
come,  in  order  to  stop  any  following  train  :  the 
green  signal,  on  the  shorter  post,  is  then  turned 
on  for  five  minutes,  to  complete  the  tenminutes,prfc- ' 
cautionary  signal.  As  the  lamps  and  the  boards 
are  connected  together,  the  lamp  has  only  to  be 
lighted  at  night  or  in  a  fog,  and  the  arrangement 
is  complete.  When  the  vane  is  presen  ted  edge- 
ways to  the  driver  of  an  approaching  train,  as  is 
seen  in  the  engraving,  it  shows  that  all  is  right. 
The  higher  mast  supports  the  red  signal,  and  the 
lower  one  with  the  lamp  has  the  green. 

"  Besides  these  there  arc  auxiliary  sijgnals  at 
most  of  the  principal  stations,  worked  by  meansof 
wires,  which  permit  their  being  placed  at  almost 
any  distance  from  the  spot  where  they  are  re- 
gulated. These  auxiliaries  arc  especially  vala- 
able  in  thick  weather  j  for  as  they  are  construct- 
ed several  hundred  yards  up  or  down  the  line, 
drivers  of  engines  can  obey  them  when  it  would 
be  impossible  to  see  the  station  signals  with  dis- 
tinctness. They  are  constructed  with  only  the 
green,  or  "  caution,"  and  the  "  all  right"  signals; 
the  presence  of  the  former  intimating  that  the  red 
signal  is  tamed  on  at  the  station,  and  that  it  is 
therefore  to  be  approached  slowly.  In  the  en- 
graving of  the  station  signal,  Fig.  1,  may  be  ob- 
served the  lever  by  means  of  which  the  auxiliary 
signal  is  worked.  • 


the  summits  of  which  fan-like  arms  and  lamps 
are  attached  ;  these  convey  the  desired  informa- 
tion to  the  drivers  of  approaching  trains.  When 
the  arm  which  is  painted  red ,  and  which  is  al  waysjon 
the  left  of  the  engine-driver,  is  at  right  angles  to 
the  mast,  it  signifies  danger,  and  the  train  mnst  be 
immediately  stopped  ;  if  it  be  at  an  angle  of  forty 


five  degrees,  caution  must  be  observed  ;  and  ff 
the  arm  be  parallel  with  the  post,  it  aonoaoces  the 
signal  all  right. 

"  In  connection  with  these  junction  signals, 
there  is  a  wooden  cottage  erected  on  an  elevated 
platform,  that  the  policeman  on  duty  may  see  the 
trains  at  a  distance  ;  there  is  also  an  apparatus 
for  working  the  signals,  and  °  another  for  shifting 
the  switches.  In  order  better  to  understand  the 
arrangements,  let  it  be  supposed  that  on  each  df 
the  two  Tines  which  here  form  a  junction  a  train 
is  advancing.  The  engine  drivers,  when  they  ar- 
rive at  some  appointed  spot — at,  perhaps,  half  a 
mile  distant  from  the  station — give  a  whistle 
which  would  attract  the  attention  of  the  signal 
man,  supposing  that,  by  some  inadvertence,  or  by 
the  trains  being  unexpected,  be  were  not  to  be 
looking  In  that  direction.  As  the  man  has  not  yet 
altered  the  signals,  they  are  both  fully  on  at 
dcngcr,  that  being  their  position  when  at  rest , 
And  supposing  neither  of  the  arms  to  be  depressed , 
the  trains  would  pull  up  ;  or  gently  approach  the 
signal  station  to  see  the  cause  of  the  dcteotkn, 
taking  care,  at  the  same  time,  to  be  ready  to  stop 
aitogether  at  any  moment.  *  If,  however,  all  is 
right,  one  train  may  be  permitted  to  advance, 
precedence  being  given  to  the  one  nearest,  or  to  a 
faster  running  train  ;  and  the  policeman,  putting 
his  foot  into  a  kind  of  stirrup,  there  being  four 
arranged  side  by  side,  by  this  means  lowers  one  of 
the  arms  to  the  caution  position,  and  the  train  thus 
signalled,  proceeds,  while  by  means  of  the  hiuidl^ 
the  switches  are  shifted,  if  this  be  necessary. 

"  If  a  tunnel  be  in  the  neighborhood  of  a  sta- 
tion— as  is  the  case  with  the  f*rimrose  Hill,  Wat- 
ford and  Liverpool  tunnels — it  is  of  great  impor- 
tance that  an  efficient  system  of  signalling  should 
be  adopte<l,  aided  by  electric-t^'legraph  communi- 
cation frcta  end  to  end.  It  is;  in  fact,  iiow  gener- 
ally admitted,  that  wherever  tlicre  arc  tunnels  of 
any  considerable  length,  the  electric  telegraph 
ought  to  be  employed,  and  that  two  trains  should 
never  be  permitted  on  the  same  line  of  rails  in  » 
tunnel  at  the  same  time.  Other  precautions  are 
necessary  under  extraordinai^  circnmstances. — 
Hand  flags  in  windy  weather  are  bad  signals,  for  ' 
they  have  frequently  the  appearance  of  a  mero 
string,  while  painted  boards  aljv'ays  show  their  ftill 
size.  If  on  a  sudden  emergency  a  red  flag  or  lamp 
cannot  be  obtained,  a  white  one,  or  any  other  sig- 
nal waved  violently,  is  .i  sign  of  danger. ' 

The  governmental  management  of  raUroads  in 
Great  Britain,  is  also  far  more  ftjlly  organized  than 
in  America.  For  the  purpose  of  giving  the  system 
of  the  English  railway  inspection  laws  we  copy  the 
following  condensed  statement  from  the  Philade!- 
phia  Registor  : 

In  England,  th*  Board  of  Trade,  consisting  of 
the  lords  of  the  committee  of  her  majesty's  privy 
council  for  trade  and  foreign  plantations,  is  vested 
with  ample  powers  over  railways,  and  certain 
parts  of  the  construction  must-be  done  under  the 
direction  of  the  board,  or  else  be  liable  to  be  abat- 
ed. By  an  act  of  parliament,  passed  in  1842,  no 
railway,  or  portion  of  a  railway-,  can  be  opened  for 
the  public  conveyance  of  passengers,  until  one 
month  after  notice  of  intention  to  open  the  same 
has  been  given  by  the  company  to  the  board  of 
trade,  nor  until  ten  days'  notice  by  the  company 
to  the  board;  of  the  time  when  the  railway,  or  the 
portion  thereof,  will,  in  the  opinion  of  the  compa- 
ny, be  sufficiently  completed  fbr  the  safe  convey- 
ance of  passengers.  The  board  then  cause  the 
railway  to  be  inspected  :  and  if,  in  its  opinion,  the 
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openiDg  would  be  attended  with  pang«r  to  the 
public,  or  the  works  are  incomplete,  or  the  compa- 
ny have  not  a  sufficient  establishmet  t  for  the  prop- 
er working  of  the  road,  they  suspend  the  oiiening 
until  all  deficiencies  are  supplied. 

Every  railroad  company  within  for  ty-eight  hours 
after  the  occurrence  upon  its  road  ol  any  accident, 
with  serious  personal  injury  to  I  he  public,  is 
obliged  to  give  notice  thereof  to  th<  board,  under 
a  penalty  of  five  pounds  for  eveiy  day  during 
which  the  omisaiou  shall  continue.  The  board 
may  also  order  a  company  to  made  returns  of  ac- 
cidents, whether  attended  with  se  ious  personal 
injury  or  not,  for  the  information  of  the  board, 
with  a  view  to  public  safety. 

The  board  also  has  power  at  any  time  to  order 
an  inspection  of  the  railways,  sU  tions,  works, 
buildings,  engines  and  carriages  of  a  company,  and 
the  inspection  must  be  made  by  so  ne  one  not  in 
any  way  connected  with  the  compai  ly. 

Any  officer  or  agent  of  a  compaiiy,  may  seize 
and  detain  an  engineer  or  other  i>ei  son  employed 
on  the  road,  who  shall  have  been  found  drunk 
while  on  duty,  or  who  has  wilfully  ujured  or  en- 
dangered life  and  property,  and  carr  jr  such  person 
before  a  justice,  without  a  warrant  i>r  information 
oath,  who,  acting  summarily  in  the  natter,  is  au- 
thorised to  inflict  certain  prescribed  punishments. 
The  subjects  of  fences,  crossings  tolls,  cheap 
trains  for  the  poorer  and  laboring  c  asses  of  trav- 
•'llers,  elecUical  telegraphs,  are  also  regulated  by 
minute  and  jKjremptory  provisions. 

By  an  act  passed  in  1840,  the  gau  je  of  railways 
in  Great  Britain  was  fixed  thencelb  ward,  at  four 
feet  eight  and  a  half  inches,  and  at  i  ve  feet  three 
inches  in  Ireland.  Stringent  pnnishi  lents,  extend- 
ing even  at  the  discretion  of  the  coui  t,  to  transpor- 
tation for  life,  are  established,  for  such  as  shall 
wilfully  obstruct  or  injure  the  roac  or  works  of 
the  company,  or  throw  anything  u  wn  the  track 
with  an  intent  to  do  harm. 

In  fact,  the  whole  organisation  ol  a  railway  is 
subject  to  statutory  control  in  Englaid.  Not  only 
its  stock,  dividends,  capital,  tiuauce  i,  shares,  pro- 
ceedings of  directors,  tolls,  accou  its,  books  of 
minutes,  byelaws,  orders  and  rules  ue  regulated, 
but  all  the  matters  connected  wi  h  the  actual 
bnildiog  and  working  of  the  road ;  such  as  the 
speed,  the  description  of  cars,  engines,  etc.,  the 
stations,  bridges,  arches,  grades,  c\  rves,  etc.  A 
complete  system,  of  innumerable  n  inute  provis- 
ions, is  established,  bringing  the  \  hole  railway 
management  of  England,  in  all  its  departments, 
under  the  control  of  one  central  sn  lervisory  au- 
thor! tv. 


On  the  16th  day  of  September,  1852,  a  contract 
was  made  with  Messrs.  French,  Dodge  &  Co.,  for 
the  grading,  masonry  and  track  laying  of  this  por- 
tion of  the  road,  to  be  completed  on  the  1st  day 
of  December,  1854.  Notwithstanding  the  same 
difficulty  has  been  encountered,  in  regard  to  the 
scarcity  of  laboring  bands,  a.s  has  embarrassed  the 
western  division,  very  respectable  progress  has 
been  made  upon  the  heavier  portions  of  the  work. 

The  amount  expended,  under  this  contract,  up 
to  August  1st,  is  S333,510  54.  Thus,  the  expen- 
diture on  the  entire  work,  from  the  commence- 
ment, up  to  the  1st  inst.,  is  as  follows,  viz  : 

Grading,  masonry  and  bridging  on  C.  W.  &  Co.'s 

contract $1,007,367  44 

Do.,  on  F.,  D.  &.  Co.'s 333,610  54 

For  machinery 67,638  88 

For  cross  ties,  etc 9,097  33 

For  engineering  and  contingent  ex- 

pen.ses 84,949  63 


marietta  and  Cincinnati  R4tlMray 

Wm.  p.  Cltlkr,  Esq.,  President  )f  this  Com- 
pany, has  made  his  antmal  report  of  ts  operations 
from  which  we  have  the  following  st  itements  : 

At  the  date  of  the  preceding  annu  il  meeting  of 
the  stockholders,  the  road  had  been  placed  under 
contract  from  Blanchcster  to  the  pouthwestem 
limits  of  the  coal  fields  in  Jackson  and  Vinton 
counties.  Upon  this  work,  an  e\pen(  iturc  had,  at 
that  time,  been  made,  to  the  amount  of  $350,000. 

From  Chiilicothe  eastward,  a  distance  of  24 
miles,  the  grading,  masonry  and  br  dging  are  so 
far  advanced  as  to  permit  the  tra:k  laying  to 
commence  by  the  first  of  Novembe  ■  of  the  pre- 
sent year,  and  to  continue  throughou  t  without  de- 
lay. The  amount  expenderl  upon  this  portion 
of  the  work — embraced  by  the  two  contracts  of 
Messrs.  Gushing.  Wood  &  Co — was  $  ,007,357  44, 
up  to  August  1st.  A  force  of  2(J<I0  men,  300 
horses  and  oxen,  2  steam  excavato  -s,  2  locomo- 
tives and  75  gravel  cars,  is  now  en  ployed  upon 
this  work. 

The  entire  amount  of  iron,  as  yet  mrchased,  is 
11,400  tons — sufficient  to  lay  about  100  miles  of 
raUroad. 

EXTENSION    TO    THE    OHIO    Rl^  ER. 

The  preparatory-  surveys  on  the  i  cmaindor  of 
the  line  not  previously  under  contrac .  to  the  Ohio 
river,  had  not  been  made  at  the  da  c  of  the  last 
jumual  meeting  of  the  stockholders.  .  r. 


to  Cleveland,  bnt  with  a  somewhat  csrcutious, 
though,  in  all  other  respects,  a  favorable  route 
toPittsburgh.  From  the  latter  point  the  Allegh- 
any  Valley  railroad  is  now  in  progress  of  con- 
struction to  the  New  York  and  Erie  railroad, 
where  it  will  also  be  met  by  a  line  directly  from 
Rochester  and  Niagara  Falls. 

We  have,  thus,  three  distinct  and  important  ob- 
jects gained,  by  the  extension  of  our  line  to  Wheel- 
ing,  viz : 

1,  A  direct  connection  with  Philadelphia  over 
the  Hempsfleld  and  Pennsylvania  railroad  : — 

2,  A  like  connection  with  Pittsburgh,  and  thence 
with  Few  York  line  centering  at  this  point ; — 

3,  A  route  to  Gleveland  and  the  Lakes,  of 
great  value  to  the  more  eastern  interests  connect- 
ed with  our  road. 


Total Sl,502,553  82 

Forces,  consisting  of  2146  men  and  600  horses 
and  oxen,  arc  now  employed  by  Messrs.  French, 
Dodge  &  Co.,  and  the  energy  with  which  their 
work  is  prosecuted,  gives  every  a-ssurance  that  it 
will  be  completed  within  the  contract  time. 

Careful  surveys  of  two  distinct  routes  have  been 
made  between  Marietta  and  Wheeling,  resulting  in 
the  choice  of  a  line  skirting  the  margin  of  the 
Ohio — being  lineally  somewhat  longer  than  a  di- 
rect interior  route,  but  in  respect  to  grades  and 
cost  decidedly  preferable.  On  the  16th  of  July, 
1853,  this  line  was  placed  under  contract — due 
notice  having  been  given  to  bidders. 

To  Messrs.  DeGraff,  Brintnall,  Bradley  &Co.,  the 
first  forty  sections  from  Marietta  were  awarded ; 
the  remaining  thirty-three  sections  of  the  line  to 
Wheeling,  have  been  let  to  Messrs.  Whittemore, 
Bradley  &  Co.,  all  to  be  completed  by  September 
1st,  1854. 

EXTENSION   TO    CINCINNATI.  "      ' 

The  difficulties  attending  a  connection  with 
other  roads  near  the  city  of  Cincinnati,  and  of  find- 
ing suitable  accommodations  in  that  city,  have  in- 
duced the  board  to  make  perspicuous  surveys  of 
the  several  routes  by  which  an  independent  en- 
trance might  be  effected  into  the  business  parte  of 
the  city. 

A  line  has  been  adopted,  leading  directly  from 
Blanchester  to  Milford,  on  the  Little  Miami  rail- 
road, from  which  an  entrance  may  be  commanded. 
The  grading,  masonry,  ballasting  and  track  laying 
of  this  division  were  placed  in  the  hands  of  Messrs. 
DeGraff;  Brintnall,  Bradley  &  Co.,  on  the  16th  of 
July  last,  to  be  completed  on  the  1st  of  Septem- 
ber, 1864. 

Application  has  been  made  to  the  Pennsylvania 
railroad  company,  through  the  agency  of  Noah  L. 
Wilson,  Esq.,  for  a  subscription  to  our  capital 
stock,  to  the  amount  of  $750,000.  Mainly  thro' 
the  persevering  and  influential  efforts  of  that  gen- 
tleman, the  stockholders  of  that  corporation  au- 
thorised a  subscription  of  the  above  amount, 
which  has  since  been  made,  and  the  proceeds 
placed  at  the  disposal  of  our  company. 

Through  the  same  agency,  a  subscription  of 
$250,000  has  been  obtained  from  the  city  of 
Wheeling. 

Individual  stock  subscriptions  have  also  been 
obtained,  during  the  past  year,  amouhting  to 
$732,000.  Thus  tqe  total  nicrease  of  capital 
stock  during  the  year,  is  $1,732,000.  This  sum 
added  to  the  former  subscriptions,  makes  a 
total  basis,  (including  Cincinnati  loan  of  $150,000) 
of  $8,717,000.  It  is  believed  an  increase  on  this 
amount,  to  the  sum  of  $4,000,000,  may  be  realiz- 
ed during  the  coming  year. 

In  addition  to  the  direct  Philadelphia  connexion 
obtained  at  Wheeling  through  the  Hempfield 
road,  we  are  also  offered  a  direct  railroad  route 
to  Pittsburgh  by  using  a  portion  of  the  Hemps- 
fleld and  the  Chartiers  Valley  railroad.  On  the 
west  side  of  the  Ohio  river,  an  extension  of  the 
Clcvelandand  Wellsville  railroad  will  connect  our 
line,  not  only  with  that  road,  already   completed 


Directions  /or  applying  tHe  Clillled^irei 

The  attention  with  which  the  chilled  tires  have 
come  to  be  regarded  by  those  railroad  managers 
anxious  to  reduce  their  expenses  for  motive  power, 
and  the  consequent  demand  for  them  which  has 
been  increasing  for  the  last  few  years,  renders  it 
of  importance  to  master  machinists  and  others  to 
know  the  few  and  simple  rules  for  their  applica- 
tion, so  that  they  shall  derive  the  best  satisfaction 
in  their  operation  and  maintenance. 

The  chilled  tires  are  necessarily  thicker  than 
wrought  tires,  so  that  tires  of  the  same  diameter 
require  smaller  wheel  centers  than  for  wrought 
tires.  A  full  assortment  of  center  and  tire  pat- 
terns are  kept  on  hand  by  Bush  and  Lobdell,  em- 
bracing the  common  sizes  from  four  to  six  feet, 
progressing  by  six  inches.  They  have  interme- 
diate diameters  also  of  tires  for  application  to 
wheel  centers  originally  tired  with  wrought  iron. 
An  engine  running  on  wrought  tires  of  60  inches 
diameter  may  thereby  be  fitted  with  63  inch  chill- 
ed tires  without  abandoning  the  original  centers, 
and  this  alteration  of  size  is  oftener  better  for  an 
engine  than  otherwise.  For  a  common  four  and 
a  half  feet  wheel  center,  which  is  about  50i  inches 
in  diameter  in  the  rough,  they  apply  &  56  inch 
tire,  and  for  a  four  feet  wheel  center  a  60  inch 
tire. 

If  the  wheel  centers  in  use  should  prove  a  little 
large  they  will  bear  turning  down  as  the  chilled 
tire,  from  the  fact  that  it  never  wears  thin,  does 
not  require  a  stiff"  rim  to  support  it  as  is  required 
for  a  wrought  lire.  The  chilled  tires  for  an  en- 
gine should  all  be  bored  and  the  centers  turned 
to  one  gauge  so  that  one  tire  may  be  applied  in- 
discriminately to  any  wheel  in  a  set  of  drivers. 
This  gauge  should  be  adjusted  to  a  taper  of  one 
quarter  of  an  inch  across  the  rim  of  the  center, 
whereby  the  inner  face  of  the  center  is  half  an 
inch  larger  in  diameter  than  the  outer  face.  If 
all  the  tires  have  flanges  (and  we  are  convinced  fVom 
an  examination  of  some  of  the  best  running  and 
most  economically  maintained  engines  that  every 
wheel  should  be  flanged,)  it  will  be  found  that 
this  taper  will  in  no  way  affect  the  security  of  the 
application  of  the  tires,  as  the  action  of  the  rail 
against  the  flange  forces  the  tire  on  instead  of  ofl'. 
The  tire  is  held  by  seven  or  eight  square  bolts, 
seven  eighths  of  an  inch  square  passing  straight 
through  corresponding  recesses  on  the  face  of  the 
center  rim,  and  having  hook  heads  turned  up 
against  the  outer  face  of  the  tire,  and  nuts  screw 
ed  up  against  the  center.  The  bolts  do  not  fol- 
low the  slope  of  the  face  of  the  rim  but  pass 
throui^h  parallel  with  the  cc-nler  line  of  the 
wheel.  In  the  case  of  ordinary  spoke  wheels 
one   bolt     to    every    other     spokes    sufficient 
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After  drawing  the  tire  firmly  on  by  the  nuts, 
but  without  straining  it,  the  ends  of  the  bolts 
should  be  lightly  rivited  over  the  nuts  to  pre- 
vent them  from  working  loose. 

Should  there  be  the  least  difference  in  the  outer 
diameters  of  a  set  of  tire  ordered  for  an  engine, 
the  largest  are  to  be  selected  for  the  princi- 
pal pair  of  driving  wheels,  or  those  to  which  the 
main  connecting  rod  is  applied.  This  selection 
will  save  some  slip  from  the  fact  that  the  other 
drivers  having  more  end  play  are  oftener  running 
on  their  larger  diameters.  A  better  adhesion  of  the 
principal  pair  of  drivers  will  also  be  secured.  It 
is  not  to  be  expected  that  any  difference  will  ex- 
ist of  over  one  twentieth  of  an  inch. 

The  solid  chilled  tires  have  a  raised  surface  of 
two  inches  in  width  on  their  outer  face,  while  the 
joint  they  make  upon  the  wheel  center  (which  is 
quite  thin)  can  be  made,  by  careful  fitting,  so  as 
not  to  be  seen.  It  is  customary,  and  it  gives  a 
good  appearance,  to  paint  the  wheel  center  and 
the  inner  circle  of  the  tire  of  a  bright  red  and  to 
paint  the  outer  two  inches  of  the  tire-edge  black. 
The  double  plate  center  and  hollow  tire,  for  which 
a  growing  preference  is  manifested,  has  the  same 
raised  surface  on  the  edge  of  the  tire  to  be  paint- 
ed black,  while  the  inner  circle  of  some  five  in- 
ches depth  is  painted  green,  and  the  center  ver- 
million.  Such  a  wheel  has  a  beautiful  appear- 
ance. 

We  would  recommend  Superintendents  and 
Master  Machinists,  desirous  of  testing  these  tires, 
to  forward  their  orders  to  Bosh  and  Lobdell  of 
"Wilmington,  Delaware,  whose  long  experience  in 
the  selection  and  melting  of  iron,  and  in  pouring 
chilled  wheels  enables  them  to  guarantee  a  wheel 
or  tiro  combining  strength  of  iron  with  uniformity 
and  soundness  of  chill.  By  a  persevering  adhe- 
rance  in  every  case  to  the  best  processes  of  ma- 
nufacture they  have  secured  a  substantial  reputa^ 
tion  for  their  productions,  and  in  the  way  of  cast 
iaon  tires,  fully  as  well  deserved  as  the  reputation 
of  Bowling  among  wrought  tires. 


Bzploslon  of  a  Locomotive  Boiler. 

On  Thursday,  the  18th  ult.,  while  a  locomotive 
attached  to  the  down  freight  train,  on  theQeorgia 
State  road,  was  stopping  at  a  water  station,  about 
eight  miles  above  Marietta,  its  boiler  exploded  with 
great  force ,  killing  three  persons  and  injuring 
others.  The  occasion  of  the  explosion  was  belie- 
ved to  be  due  to  an  unnecessary  pressure  of  steam 
induced  partly  by  a  defect  in  the  safety  valve  scale, 
by  imprudent  management,  and  by  an  inferior  qua- 
lity of  iron  used  in  the  material  of  the  boiler.  The 
engine  was  built  last  year  by  Anderson  and  Souther 
of  the  Tre  degar  Locomotive  works  of  Richmond, 
Va. 

Many  of  the  fragments  of  the  boiler  having  been 
collected,  were  inspected  by  several  individuals 
accustomed  to  work  in  iron.  Among  these  was 
W.  W.  Baldwin,  Superintendent  of  Machine  Works 
of  the  State  Road,  who  gave  it  as  his  opinion,  that 
no  examination  of  the  iron  in  the  condition  it  then 
was,  with  the  eye  alone,  would  be  sufficient  to  de- 
termine its  quality,  but  so  far  as  he  could  jndge  by 
that  mean* ,  he  believed  some  of  it  of  an  inferior 
quality.  Other  witnesses  thought  much  of  the  iron 
was  bad. 

The  following  report  was  made  by  a  committee 
appointed  to  examine  the  condition  of  the  boiler 
after  explosion.     .  -_,^'    .,  ; 


Atlanta,  August  24th,  1863. 
We,  the  undersigned,  being  called  upon  by  Gte- 
orge  Yonge ,  Generjd  Superintendent  of  the 
Western  and  Atlantic  Railroad,  to  examine  the  lo- 
comotive Engine  "Bobuel,"  which  exploded  on  the 
18th  inst.  at  "Moons  Station,"  on  said  Railroad, 
while  taking  in  wood  and  water. 

In  the  first  place,  we  examined  the  model  and 
construction  of  the  Engine,  and  find  nothing  in  that 
which  could  have  caused  the  explosion. 

Secondly ,  we  examined  the  safety-valve,  lever 
and  balance,  on  an  engine  of  the  same  model,  and 
built  by  the  same  parties  at  the  same  time ,  and 
find  them  correct  in  every  particular. 

Thirdly,  we  examined  the  Boiler  as  to  ite  mate- 
rial and  construction.  Wo  find  the  material  to  bo 
of  the  ordinary  thickness,  say  5-16ths  of  an  inch, 
but  the  iron  of  inferior  quality.  With  regard  to 
the  construction,  we  find  the  Boiler  of  a  large  size, 
the  rivets  5-8ths  of  an  inch  in  diameter,  and  2  in- 
ches apart.  —  We  consider  the  rivets  too  small, 
and  too  far  apart  for  a  boiler  of  that  size,  as  com- 
pared with  other  boilers  in  use.  We  further  find 
that  the  dome  part  of  the  boiler  was  not  properly 
braced.  Upon  a  close  examination  of  the  boiler 
and  flues,  we  find  that  there  must  have  been  a 
suflSciency  of  water ;  and  further,  there  was  a  fus- 
ible plug  in  the  crown  sheet,  which  confirms  us  in 
this  opinion. 

We  all  agree  in  the  opinion,  that  the  Engine 
was  safe  to  use  with  a  pressure  of  120  lbs.  to  the 
square  inch,  and  in  our  opinion  there  must  have 
been  an  unnecessary  and  excessive  head  of  steam 
to  have  caused  the  explosion. 

THOS.  DOUGHERTY,  Master  Machinist, 

Macon  &  Western  R.  R. 
JOHN  DORES,  Boiler  Maker. 
WILLIAM  RUSHTON,  Master  Machinist, 

Georgia  R.  R. 

The  verdict  of  these  men  might  be  made  to  apply 
equally  as  well  to  the  material  used  in  other  en- 
gines constructed  at  the  Tredegar  works.  The  re- 
putation of  the  Tredegar  iron  .  whatever  it  may 
once  have  been,  would  not  warrant  the  use  of  such 
boiler  plates  as  were  liable  to  crack  in  bending, 
or  to  such  rivet  iron  as  would  not  withstand  the 
working  necessary  to  from  a  proper  rivet  head. 
We  have  seen  the  character  and  application  of  this 
iron  to  these]  locomotives,  and  have  often  expres- 
ed  fears  of  its  failure.  We  are  not  in  favor  of 
establishing  locomotive  shops  either  in  the  south 
or  west  for  the  mere  purpose  of  creating  a  market 
for  materials  not  otherwise  able  to  command  a 
satisfactory  sale. 


Delaware,  Susquehanna  and  Homellsville  are  re- 
gulated and  these  become  the  standards  for  the 
divisions  of  the  road  terminating  respectively  at 
those  points.  The  following  is  a  copy  of  the 
standing  order  issued  to  the  telegraph  operators 
on  the  line,  for  their  instrnctioD  in  regard  to 
transmitting  the  standard  time.      I 

New  York   and  Erie   Railroad. 
Office  of  Superintendent  of  Telegraph,  \ 
Etmira,  .\or'.  22.  1852.      J 
To  all  Telei.iiaph  Operators  :— j- 

After  the  present  week,  the  libc  will  be  con- 
nected  through   at  the   Delaware,  Susquehanna  , 
and  Hornellsrille  OflSces,  every  day,  (Sundays  ex- 
cepted), at  precisely  4  minutes  belbre  12  M.,  for 
the  purpose  of  sending  the,  time  to  all  offices. 
At  precisely  4  minutes  before  \2  o'clock,    the 
Operator  who  is  to  send  the  time,  will  commence 
beating  seconds  with  his  key,  And  will  continue 
to  do  so  until  12  o'clock,  in   order  to  give   every 
Operator  an  opportunity  to  adjust  his  instrument . 
At  precisely  12  o'clock,  he  will  commence   saying 
"  i  i,"  which  he  will  continue  to  repeat  for  one 
minute,  immediately  after    which  he  will  sign. 
The  connecting  oflSces  will  then  disconnect  each 
division    of  the  line,  and  after  4  minutes  past 
twelve  business  will  go  on  as  usual.    It  must  be 
understood,   by  those  interested,  th.it  all  other 
business  must  be  suspended,  and  that  no  operator, 
except  the  one  who  is  sending  the  time,  will  be 
allowed  to  open  the  circuit  after  4  minutes  before 
12,  until  4  minutes  past  12,  under  any  circum- 
stances whatever.     In  case  any  Operator  is  un- 
able to  get  the  writing  from  the>one  who  is  send- 
ing the  time,  he  must  be  very  careful  to  keep  tl;e 
circuit  closed  during  the  time  specified  above,  even 
though  he  may  suppose  the    time   is  not  being 
sent. 

L.  G.  TiLLOTsoN,  Superintendent. 
ApproiH:d. 
Charles  MiNOT.  Supt.  N.  Y.  and  £.  Railroad. 


Standard    of  Time   of  the  Kew    York   and 

Erie    Railroad. 

The  means  of  ascertaining  and  imparting  a 
correct  knowledge  of  time  is  of  great  importance 
to  all  railroads,  and  especially  to  those  not 
thoroughly  protected  .at  every  point  by  watchmen 
and  signals,  as  while  in  the  general  case  it  is  the 
only  test  of  promptness,  it  is  in  the  latter  case 
the  primary  means  of  safety.  The  New  York 
and  Erie  railroad  company  have  perfected  very 
complete  arrangements  for  this  end,  and  are  able 
to  guarantee  that  no  accidents  shall  occur  on 
their  line  owing  to  any  excusrable  ignorance  of 
time. 

Mr.  R.  H.  Bull,  the  astronomer,  is  retained  in 
the  service  of  the  company  to  ascertain  the  cor- 
rect time  ftom  the  heavens  each  day,  and  to  re- 
gulate the  company's  chronometers  thereby.  The 
time  ia  then  dispatched  daily,  at  noon,  to  every 
telegraph  station  on  the  road.  The  principal 
chronometer  of  the  company  is  kept  at  the  super- 
intendant's  office,  foot  of  Duane  8treet,in  this  city. 
It  is  of  Dents  construction  and  cost  five  hundred 
dollars.    By  its  movements  the  station  clocks  at 


Vlr^lala. 

Aorthtceslern,  Va.,  Railroad.— ^The  Parkersburg 
(Va.)  Gazette  states  that  unusital  vigor  and  acti- 
vity characterize  the  operations  on  this  road  at 
present.  The  estimates  show  a  larger  amount  of 
work  for  the  last  month,  than  was  ever  before  per- 
formed within  the  same  length  of  time,  and  on  the 
12th  inst.  S90,000  were  paid  out  at  Parkersburg 
for  work  during  the  month. 

: — 


Railroad  KeetlMf  ta  Alakaaaa. 

A  railroad  convention  was  helji  at  Prattsville  on 
the  12th  ult.,  at  which  resolutions  were  passed  to 
the  eftect  that  a  railroad  from  the  city  of  Montgo- 
mery by  the  most  direct  and  practicable  route  to 
Selma,  through  the  county  of  Autauga,  extending 
from  thence  to  the  Mississippi  line,  in  the  direc- 
tion of  the  chain  of  railroads  which  arc  soon  to 
connect  the  Atlantic  and  Pacific  oceans,  and  that 
a  railroad  running  on  the  most  direct  and  practic- 
able route  from  the  city  of  Montgomery,  through 
the  counties  of  Autauga  and  Shelby,  and  front 
thence  through  the  north-western  counties  of  the 
state,  to  some  point  on  the  Tednessee  river,  is  of 
the  utmost  importance  in  effecting  a  development 
of  the  mineral  resources  of  the  state  of  Alabama. 

Committees  were  appointed  to  take  the  necessa- 
ry steps  to  procure  a  charter  and  to  attend  con- 
ventions at  Ely  ton  on  the  24  th  of  August,  and  at 
Montgomery'  on  the  2d  of  November,  to  prepare  a 
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charter  and  to  aid  in  the  organization  of 
iiy  to  prosecute  the  work. 


Amerlean   Itailroad  Joimal. 


8«tardajr>  September  3,  185!  I 


lyMr.  Stephenson,  the  celebrated  E  iglisb  en- 
gineer, at  a  dinner  given  him  on  his  irrival  at 
Montreal,  expressed  himself  as  favoring  the  con- 
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a  compa- 


soltdation  of  railroad  lines,  and  especially  lines 
connecting  the  place  to  which  they  cad,  and 
maintains  that  it  is  beneficial  to  all  par  ,ies.  He 
gave  a  striking  illustration  of  the  extent  to  which 
this  has  been  carried  in  England.  The  London 
and  Birmingham  railway  which  bad  ai  original 
length  of  112  miles,  was  increased  to  7  X),  by  a- 
roalgamating  with  other  lines ;  and  the  Midland 
counties  originally  but  60  miles,  but  aire  idy  aug- 
mented to  an  extent  of  500  miles,  now  contem- 
plate a  uniou,  which  will  make  them  a  single 
company  of  some  1,300  miles,  and  a  bi  I  is  now 
pending  in  Parliament  for  the  purpose. 

New   Car    StOTe> 

lu  the  Canadian  department  of  the  Crystal 
Palace  wc  notice  a  stove,  designed  for  railroad 
cars,  by  H.  Ruttan,  of  Cobourg,  Cana<  a  West 
It  is  constructed  not  for  heatiiiis,  a.s  use  I  in  the 
ordinary  sense,  but  for  warming  fresh 
genial  temperature,  and  for  a  rapid  and 
rentilalion.  Ft  is  equally  adapted  (or  hall  i,  ottices, 
drawing  rooms,  or  other  house  apartncnts,  or 
for  railroad  cars,  for  which  it  has  been  i  sed  and 
>uccessfully  tested  on  tlie  Rochester  ai 
cuse  railroad.     In  any  house  apartment, 
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NAME  OF  COMPANY. 


Itir  to  a 
efficient 


d   Syra- 
itted  for 


ance.    Itiformatiou  in  regard  to  it  may  b<  had  of ,  jfew  York  and  Now  Haven . 


N.H 


K 
l< 

Vt. 


Atlantic  and  St.  Lawrence . . .  Maine 
Androscoggin  and  Kennebec. .      *' 

Kennebec  and  Portland 

Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland, 

Boston,  Concord  and  ^lontreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence. . . . 

Nashua  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  Passumpsic . . 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester  —  ...      " 

Capo  Cod  branch 

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton. 

Norfolk  County 

i  Old  Colony 


It 

(I 


the  purpose,  it  is  claimed  to  throw  over  4pO  cubic  |  Taunton  Branch " 

feet  of  f^sh  air  per  minute,  and  accordi 
amount  of  air  kept  in  circulation,  at  one 
expense  for  fuel.  From  the  motion  of 
cars  its  action  is  increased  so  as  to  rene>v 
in  an  ordinary  car  at  the  usual  speed  ev 
minutes. 

We  can  attest  from  our  own  observatic^  that  it 
is  very  compact  and  very   ornamental  in 


)g  to  the  I  Vermont  and  Massachusetts. .      " 

half  the  I  Worcester  and  Nashua " 

Western " 

.    I  Stonington R.  I. 

*""  I  Providence  and  Worcester. . .      " 


railroad  j 
the 


xy  four 


Canal Conn. 

Hartford  and  New  Haven " 

Housatonic 

„      ,  Hartford,  Prov.  and  Fishkill . . 
appear-  New  London,  Wil.  and  Palmer 


K 
l( 

(( 


the  inventor  at  the  Crystal  Palace,  or  of  John 
Johnson  &  Brother,  111  East  Eightecntl  i  street, 
in  this  city. 

stock  and  Money  IHarUeft 

The  condition  of  the  Stock  and  Money  Market 
•9  not  on  the  whole  much  changed  since  la  )t  week 
There  have  been  considerabhj  lluctuation  5  in  the 
mean  lime,  with  a  corresponding  variatioi  in  the 
price  of  favrii  stocks.  While  money  li  is  been 
gradually  l)ecoming  e.'utier,  there  is  no  ilecided 
tendency  toward  a  greater  abundance.  Mio  ap- 
prehension that  a  tight  market  may  bo  b<  fore  us, 
lias  a  tendenty  to  check  operations  on  ti  <u-,  and 
induces  people  to  take  measures  to  str  jngthen 
themselves  in  case  matters  take  an  adver  ic  turn. 
The  public  mind  is  unsettled  as  to  the  fut  ire,  and 
is  exceedingly  cautious  in  its  action.  To-day 
money  is  apparently  abundant ;  to-morro\'  it  can 
Iiardly  be  had  on  atiy  terras.  Lenders,  though 
they  refuse  to  take  long  contracts,  seem  det  irmined 
to  keep  up  the  rates  on  short;  loans  ;  so  tl  at,  tho' 
there  may  be  no  acttfal  scarcity,  rate-?  c  ontinue 
high,  even  upon  short  and  well-secured  cc  ntracts. 
In  the  meantime,  trade  is  very  active,  a  id  pay- 
ments from  the  country  are  made  wit  i  great 
roroptness.     Crops  of  all  kinds  bid   fail   to   be 


Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buft'alo  and  New  York  City . . 
Buffalo,  Corning  and  N.  York. 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .       " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna . 


N.  Y. 


CI 

(I 
II 

II 


Erie,  (New  York  .ind  Erie) . . 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) .... 

Oswego  and  Syracuse 

Plattsburg  and  Montreal 

Rensselaer  and  Saratoga 

Rutland  and  Washington 

Saratoga  and  Washington. .  . . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

C'unden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisbnrgh  and  Lancaster. . .  " 
Philadelphia  and  Reading. ...  " 
Pbilad.,  Wilmington  and  Bait.      " 


II 
II 


150 

55 

72 

61 

20 

93 

35 

54 

82 

24 

15 

47 

26 

61 

120 

117 

47 

51 

24 

28 

83 

53 

69 

28 

52 

75 

42 

66 

20 

26 

46 

12 

77 

45 

156 

60 

40 

46 

62 

110 

60 

66 

61 

,62 

56 

54 

91 

182 

69 

60 

47 

36 

464 

144 

130 

95 

604 

118 

35 

23 

25 

60 

41 

82 

39 

96 

65 

45 

31 

63 

66 

20 

36 

96 


a 
I 


•o 


o 


1,538,100|  2,973,700 
809,878  1,016,600 
876,74r     800,000 


1,365,500 

285,7471 

1,649,278| 

1,485,000; 

2,078,626 

3,016,634 

717,643 

600,000 


123,884 
341,100 


1,097,600 


none. 
720,900 


II 


o  P 


5,150,278 
2,064,458 
2,180,000 
1.469,3841 
713.606 


622,200  2,540,217 


1,485,000 
3,002,094 


none. 


661,214 
1,400,000 

673,600 
1,746,516 


550,000 
2,486;000    2,429,100|  5,577,467 
8,500,000   3,600,00012,000,000 


1,500,000: 
392,0001 


700,000 


1,830,0001 
4,076,974[ 
8,160,3901 
4,500,000 

421,295 
1,591 ,100i 
2,850,000| 
1,050,0001 
3,540,0001 

500,000' 

547,015 
l,964,070j 

250.000' 


160,000 
390,000 

'  _   _    _  i 


1,500,000 


1,996,249 
4,092,927 
3,546,214 


254,743 
140,661 
133,338 
208,669 
23,946 
150,538 
305,806 
287,768 
328,782 


132,646 . 


495,397 


o 

•s 

s 


I 

M 

e 
S 

£ 


113,620  none  100 
80,063!none  36 

...  ....|none  46 

i  6    ilOO 

ll,266none  40 
79,659  none   35 

141,836  8  108 
66,266;  6     !  47 


168,0761  6 

6>^ 

51,513j  8 

jnoDe 

jnone 


jnone 

266,6d9Done 


Leasedtothe  Vt.  C ent. 


67* 

97 
109 

'i2' 
40 
80 

Ml 

101 


Recently 


425,000  4,845,967 
171,8001  633,906 
193,500'  1,801,946|   229;004 


388,108 
669,001 
469,666 
758,819 
60,743 


500,0001  3,120,391 

none.     |  1,050,000 

112,805  3,623,073 

none.  520,475 

819,743  1,1245,927 

282,300  2.293,534 

none.  307,136 

2,140,536!  1,001,500  3,203,333 

1,134,000,      171,210  1,321,945 

5,160,000  5,319,620  9,953,759 

1,731,498 


1,457,600 
3,'«)0*,66b 


300,000 
472,666 


568,861 
3,000,000 

926,0001 

760,500 
2,121,110; 

900,000 


879,636 


800,000 
1.641,000 
440,000 
660,000 
701,600 
1,560,000 


2,500,000 

In  progres 

1,511,111 

4,978,487 


872,000 


426,609  582,400 

687,000  400,000 

9,612,995  24,003,865 

3,740,516;  7,046,395 

4,725,250  077,463 

1,875,148  510,246 

22,858,600  2,111,824 

1,579,%9!  2,969,760 

350,000'  201,500 

174,042  131,000 

610.000  25,000 

850.0001  400,000 
899,800; 
237,6901 


1,380,610 
2,596,488 
2,660,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

31  ,.301 ,806 

10,527,654 
6,102,9.% 
2,446,391 


488,793 
229,446 
674,674 
164,230 
67,251! 
322,213! 
137,406 
218,679 
162,109 
1,839,873 


268,690 


600,408 
829,041 
69,629 
114,410 
806,718 


Recently 

267,561 

Recently 


Recently 


430,936 
1,011,940 
1,500,000! 
1,022,420| 
2,197,8401 

986,106 
1,184,500 

600,000 

783,950 


940,000 
100,000 
700,000 
650,000 


opened,   jnone 

inone 

180,881  ly, 
338,216  7 
227,434  •  6 
331,296  7 
30,056!  2>W 
72,028!  6 
241,017  1}4 
99,689  8 
232,7871  6 
43,960j  ^% 
23,415  none 
101 ,510  none 
24,399'  8 
18,648  none 
66,900,  ^% 
683,1941  6>^ 


139,514!  6 

jlO 

332,223none 
168,902|none 
Inone 


428,178  7 


opened,  inone 

116,966  4K 

opened,  none 

none 

opened. 


98 

105i 
86{ 

101 
40 
56 
92 

104 
98i 

117 
62 
93 

•  •  •  « 

17 

69i 
99i 
62 


126 


104 


46 
52i 
85 
66 
130 


76,760  39,360inone 

74,241   23,496;  none 

3,537,766jl,691,623!  7 

1,063,659!  338,783  none 

681,445!  324,4941  6 

205,068!  44,070  none 


5,133,834  480,137  196,847 
607,803   90,616   43,609 
349,775  Recently  opened 
774,495  213,078   96,737 
1,250,000- 
1,882,945 
329,577 
1,043,357 
1,693,711 

4, 327 ,4o«  1,388,385 

128,000  1,220,325|  149,941 

476,000  3,245,720!  603,942 

1,600,000|  2,379,880!  260,899 

13,0001  1.266,1431  118,617 

I  750,000!Recent]y  opened. 

688,061'  l,609,494i  200,249!  106,932 
6,666;832  10,427 ,800  17 ,  141 ,987  2,480,626 1 ,251 .987 
8,860,000  2,403,276]  6,818^91  867,786  383,601 


Recently  opened 

173,645  136,017 
Recently  opened. 
Recently  opened. 
226.162  116,706 
478,413 
79,262 
316,269 
124,740 
76,890 


none 

4 

none 


none 

none 

8 
10 

4 
10 

8K 
6 

s" 

7 
6 


68 

•  •  •  ■ 

74S 
69i 
56 
82i 
114i 
28{ 
70 


80 
83 

•  •  •  • 

109 
160 

148* 


125 

•  •  •  • 

84 
77i 
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a 


a 
'S 


Ky. 


30 
47 

381 
38 
67 
65 
27 
64 
73 
22 
76 
62 

107 
60 
32 


140 

1242 

191* 

211 

101 

71 

60 

65 

93 

33 

88 

60 

80 

125 


9,188,300 
1,650,000 


1,372,324 
685,000 
1,000,000 
1,328.722 
1,400,100 
3,000,000 
180,000 
1,338,878 


1,004,231 
3,858,840 

3,i6o,6ob 

4,000,000 
1,214,283 


586,887 


776,259 
879,868 
688,611 


(I 


. ..  Ohio. 


29 
65 


835,000 
2,093,814 
1,430,160 

357,218 


Pennsylvauia  Central Penn.  260  |9,768,165 

Philadelphia  and  Trenton " 

PennBvlvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .  " 

Alexandria  and  Orange Va. 

Manassas  Gap 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich. ,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C.il61 

Charlotte  and  South  Carolina.  S.  CillO 

Greenville  and  Columbia 

South  Carolina 

Wilmington  and  Manchester. 

Georgia  Central 

Georgia 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

Bast  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga 
Covington  and  Lexington . 
Frankfort  and  Lexington. . 
Louisville  and  Frankfort . . 
Maysville  and  Lexitogton. . 
Cleveland  and  Pittsburgh . 

Cleveland,  Painesv.  and  Ash. .  " 

Cleveland  and  Columbus " 

Columbus,  Piqua and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  ]^fje ...  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind, 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago " 

Chicago  and  Mississippi " 

Illinois  Central ->,■,►..  Dl. 

Galena  and  Chicago 


100 

I  71 

!135 

46 

61 

60 


40 
20 
36 
31 
87 
84 

167* 
57 


I' 


1,239,450 
3,027,666 


1,694,000 


310,000 


2,370,784 

900,000 

2,887,200 


187 


1,750,700 


87 
54 
81 


662,000 
1,092,137 


131 
83 


62 
88 
40 
72 


92 


Michigan  Southern Mich.  816 

Michigan  Central "     l282 

Pacific Mo.C. 


1,650,000 
632,387 


1,982;861 
2,499.410 
4,000,000 


C 


la 

o  s 

O  ® 

^§ 


SB 


«2 


« I— i 
So 


5,000,000,13,600,0001,943,827 


9,827,123]19,542,307  1,325,563 

I  1,650,000!   348,622 

I I   413,673 

jIn  prog,     j 

ilnprog.     I , 


200,000]In  prog. 
I  1,100,000 

503,006!  1,531,238 

SOOjOOOiIn  prog. 

-t46,036'ln  prog. 
1,500,000  In  prog, 

120,000 


617,626 


o 


615,384 
216,237 
152,636 


e 

o 

V 

04 


98 


llOi 
61 


122,861 
2o4,376j 


74,113'none 
113,2561  7 


176,486; 


1,134,698 


4,902  !none 

; tnone 

416,532   89,776; 12 

2,965,574,  610,038i  153,898  " 


106 


300,000  In  prog.  1 I 

3,000,000j  7,002,3901, 000,717;  609,711 
I  In  pro: 


306,187 

1,214 

168,000 


160,000 
400,666 


3,378,132 


945,508! 
934,424 
296,584 


1,696,283 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 

1,330,960;  173,542 


508,626'  8 
466,468;  7}4 
9 


153,697 
129,395!  71,636 


76,079 


641,000|In  prog. 

860,000jln  prog. 

1,100,000]  In  prog. 


1,371,000 
'  '408,266 


906,000 

550"  666 


8 


584,902!  87,421   44,250^ 


In  prog. 
2,963,756; 


194,429,  123,306!  6 


3,655,000 
2,000,000 


777,793 


483,46412 


126 

lis' 

109 


80 


96 


200,9671 


1,000,000 
1,767,000 


2,450,000 


2,600,000  321,793 

In  prog 

025,000  Recently  opened. 
In  prog.   


In  prog.     I . 
2,634,157 
1,865,000  . 
4,110,148 

In  prog. 


626,746    314,670 


10 


540,518!    113,401 


In  prog. 


Recently'opened. 


800,000 
119,600 


750,000 
'663,166 


600,000 
2,629,000 
4,067,396 


1,317,140  Recently  opened.   ' 

1,257,714    237,506;    135,363 

In  prog.      i . 


15 


Recently  opened. 


In  prog.      '■ 

Recently  opened. 

2,400,000    516,414    268,075 

In  prog 

1,353,019  105,944   71,446 


132 
98 


106 

72J 
80 


70 


119i 

96* 

*97' 


10 


103 
80 
78 
85 
70 

108 


In  prog.  473,548  286.152'.... 
6,430,246'  592,187!  293^046  . . . . 
8,614,193' I  8 


136 
124 
126 


very  abundant  The  health  of  the  countiy  is  un- 
usually good  (with  one  melandholy  exceptioo), 
so  that  all  the  elements  of  prosperity  seem  to  ex- 
ist in  uncommon  profusion.  The  only  real  cause 
of  a  tightness  in  the  money  market  are  the  im- 
mense calls  for  our  railroads ;  but  with  favorable 
advices  ftt>m  California  and  Europe ,  these  calls 
may  be  met  with  comparative  ease.  A  very  con- 
siderable portion  of  the  money  expended  in  the 
construction  of  our  railroads,  goes  into  the  hands 
of  our  farmers  for  supplies  of  provisions,  etc.,  and 
is  again  to  return  to  the  city  in  ithc  regular  chan- 
nels of  trade. 

The  foreign  demand  for  bonds  is  still  light,tiic 
season  for  active  operations  in  these  not  being  yet 
cammenced.  It  is  believed,  however  that  the  de- 
mand during  the  dull  season  for  the  present,  is 
fully  equal  to  the  demand  for  the  same  time  the 
past  year.  *  I 

The  bank  returns  for  the  past  week  arc  r^arded 
as  favorable.  The  followiog  statement  will  show 
their  comparative  condition  for  the  weeks  ending 
Augt.  20,  and  27.  j 

Loan^  Specie 

Aug.  20 S93,866,dT6        .SI  1 ,092,662 

Aog.  27 92,386,963  11,319,047 


Increase — 

Decrease Sl.480,023 

Deposits. 

Aug.  20 $67,317,718 

Aug.  27 57,431,808 


Increase.  S114,0»0 

The  coin  on  hand  in  the  Banks 


and 


S226,496 

Circulation. 

89,414,896 

9,427,191 

S12,296 
Sub- Trea- 


sury, is  as  follows 

Sub-TreHSury .           Banks  Total 

Aug.  6 88,406,000    S9,746,000  818,152,000 

Aug.  27 9,024,260    11,319,047  20.348,805 

The  following  statement  will  show  their  condi  - 
tion  as  by  their  several  reports  since  Febmary, 
26th  1853.                                   I 

Loans.  Specie. 

Feb.  26, 1853 «96,274,876|£.  $8,991,680 

June  11, 1863 95,620,666  12,174,609 

Aug,  6,  1863 97,899,617  9,746,462 

Aug.  13, 1863 92,662,277  10,664,618 

Aug.20,1863 93,866,970  11,092,662 

Aug.  27  1868 92,886,963  1 1 ,819,047 

Circulation.  Deposits. 

Feb.  26, 1863 S9,274,025  567,656,607 

June  11, 1853. 9,084,106  59,078,171 

Aug.  6,  1863 9,610,466  60,994,668 

Aug.  13, 1843 9,461 ,946  58,166.712 

Aug.  20, 1853 8,-414,696  66,817,718 

Aug.  27.  1853 9,427,191  67,431,808 

The  redemption  of  the   debt  of  the    general 

government  goes  on  steadily.  The  amount  re- 
deemed ft-om  the  I3th  to  the  20th  of  Augast  is  as 
follows  . 

Loans  outstanding.  Redeemad.  Outstandinr 

Aug.  13, 1836     '  

87/950,277 


1842.... 
1843.... 
1846.... 
1847.... 
1848.... 
Texan In- 

dem.. 
Do.     not 

issued. 


since.        Aug.  60, 1863. 
822,000        87,928,277 


548.900 

4.920;489 

23,948,100 

15,317,400 

15,600 

29,200 

112,400 

20,460 

588,400 

4,891,239 

23,887,700 

15,276,950 

6,000,000 

■     . 

6,000,000 

6,000,000 

6.000,000 

Total...  862,684,117  8199,660     $62,486,667 

Old  Funded  debt  ..1 8114,118 

Treasury  Notes  outstanding 116,011 

Debt  of  Corporate  Cities 720,000 


Totia. 


.  868,434^687 


570 


n 


i 
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This  shows    a  reduction  of  about    $p,000,000 
■ince  Jan.  1. 

If  the  holders  of  the  government 
would  surrender  these  at  anything  like 
the  whole  debt  might  be  paid  from  thi : 
accruing  surplus  in  the  Treasury  in  two 
yearn. 

The  imports  for  the  same  time  have  b4en  as  fol 

lows: 

1862. 

Dry  Goods 9,347,060 

Other ,   6,241,216 


lecuritics 

fair  rates 

rapidly 

or  three 


1863. 
(,890,949 
',300,384 


Total 15,588,276      K  ,191,583 

Included  in  the  general  merchandise  for  the 
week,  are  $440,080  in  iron,  (of  which  f!219,187 
were  rails. 

The  following  is  the  coinage  of  the  min ,  for  the 
month  of  August. 

Gold.  Pieces.  A  nouut. 

Double  Eagles 83,730      $l,67t,600  00 

Eagles 22,006  22),050  00 

Half  Eagles 26,860  13 1,300  00 

Quarter  Eagles 108,264  27  ),660  00 

Gold  Dollars 216,121  21  ),121  00 


ToUl Sl,61l,731  00 

lobars 60>,198  86 


FatersoB  I<oco  ■&•(!▼•■* 

The  New  Jersey  Locomotive  and  Machine  com- 
pany, at  Paterson,  are  now  engaged  upon  an  exten- 
sive order  of  freight  and  passenger  engines  for  the 
Columbia  rjulroad  of  Pennsylvania.  These  en- 
gines conform  to  the  design  established,  for  some 
time,  by  this  company  for  their  outside  connected 
engines,  and  which  presents  some  particular  mer- 
its of  arrangement  and  construction  worthy  of  no- 
tice. The  attachment  of  the  cylinders  to  a  round 
instead  of  flat  sided  smoke  box,  and  to  sheets  of 
double  thickness,  secures,  we  believe,  a  perma- 
nence not  attained  in  many  outside  connectipns. 
The  heavy  cast  iron  bed  plate  is  dispensed  with, 
the  truck  pintle  being  secured  against  the  under 
sido  of  the  smoke  box.  The  frame  is  strongly 
braced  immediately  before  and  behind  the  cylin- 
ders and  being  bent  downwards  in  front  of  the 


from  scale  or  soot,  they  became  bent  and  broken 
near  their  forward  ends.  The  great  heat  applied 
to  tubes  so  nearly  in  contact,  probably  caused  a 
dispersion  of  water  and  an  exposure  to  over  heat- 
ing, which  brass  could  not  so  well  stand  as  cop- 
per or  iron.  The  brass  tubes  being  thinnest  next 
their  forward  ends,  would  naturally,  under  a  hard 
heat,  give  out  soonest  there. 

This  company  are  turning  out  at  the  rate  of  30 
engines  per  year,  and  under  the  present  demand 
for  engines,  generally  have  a  years'  work  ordered 
ahead. 


Baltimore  and  Olilo  Passencer    Engines. 

We  published  recently  a  brief  description  of 
these  efficient  and  serviceable  engines,  stating 
also  what  they  had  achieved  in  their  performance 
over  the  mountain  grades  of  the  great  iron  path- 
way of  the  Alleghanies.    We  have  seen  a  short 


main  driving  axle  to  the  level  of  the  center  of  tlie.  paragraph  to  the  effect  that  the  Baltimore  and 


Total $2,11^,929  86 

SII.TSR. 

Total.... 1,802,000        S86f>,000  00 

COPPER. 

Cents 669,460        S^,694  60 

COLD  BULLION   DEFOSITEO. 

From  California $4,469,000 

From  Other  sources 43,000 — $ 

GoldinJuly $3,505,831 

Gold  in  August 4,612,000 

Silver  buUion *860,000 

The  following  is  a  comparative  stateme  it  of  the 
deposits  at  the  Mint  during  the  first  8  m  mths  of 
1851,  '62  and   63. 


J4612,000 


1851. 

Jan 5,071,669 

Feb 8,004.970 

March 2,880.271 

April 2,878,363 

May 3,269.491 

June 3,637,560 

July 3,127,617 

August 4.136,312 


1862. 
4,161,688 
3,010,222 
3,892,156 
3,091,037 
4,335,578 
6,689,474 
4,193,880 
2,671,563 


8 


1853. 
962,097 
548,623 
533.752 
66.000 
425,000 
688,000 
491,000 
370,800 


Total $28,006,143  $32,045,698 

COINAUE  ov  1863. 

Gold.  Silver. 

January.    .4,809,388  93,750 

Feb 2,981,280  97,300 

March 5,693,808  163,800 

April 5,305,080  419,007 

May 2,823,600  608,609 

June 4,774,246  660,000 

July 4,459,469  7 10,000 

Aug 2,119,920  860,000 


$38 


631,172 


Total. 


4,90t 
3,03( 
6,861 
6,72( 
3,43] 
6,427 


,998  79 
,580  31 
,739  26 
,698  64 
135  19 
,918  32 


5,171,301  28 
2,97«,523  60 


Total..  ..32,916,706    3,592,366    «36,54 
The  copper  coinage  during  the  same  period  has 

been  $32,718  89,  which  makes  a  part  of  tt  e  above 

aggregate. 

The  export  of  specie  for  the  year,  up  to 

27,  has  been  as  follows  : 

Total  1 3th  to  27th  Aug.. 34f 

Previously  reported 18,39£ 


Total  for  1863 S13,74(].054  58 

Showing  a  coinage  of  $23,00(^,000  during  i  he  year 
o«er  exports,  a  large  portion  of  which  m\  st  have 
gone  into  circulation. 


cylinder,  makes  a  direct  distribution  of  the  strain 
in  working,  so  as  to  prevent  all  unequal  strains 
upon  the  cylinders.  As  the  boiler  must  expand 
when  heated,  and  as  it  is  firmly  tied  to  the  frame 
at  the  forward  end,  the  "expansion  brace"  is  in- 
troduced at.  the  back  end  to  connect  the  fire  box 
with  the  frame,  by  which,  although  the  boiler  is 
firmly  held  vertically  and  laterally,  it  can  expand 
freely  in  the  direction  of  its  length  to  the  extent  of 
one  quarter  of  an  inch,  thereby  relieving  the  seams 
of  rivets  around  the  crown  sheet  from  any  strain. 

The  form  of  the  boiler  is  of  the  best  description, 
having  the  angles  of  the  furnace  rounded  and 
having  a  high  wagon  top  crown,  giving  an  abun- 
dance of  steam  room.  To  provide  for  an  equal 
draught  of  steam,  all  the  boilers  have  two  domes, 
with  a  steam  pipe  fed  one  half  in  each.  The  valve 
motion  is  the  shifting  open  link  suspended  on  a 
principle  peculiar  to  these  engines  and  securing 
the  nearest  practicable  equality  in  the  steam  ad- 
missions. The  truck  frames  are  of  the  center-bear- 
ing kind,  and  are  made  with  the  most  substantial- 
ly trussed  bodies.  The  suspension  of  the  driving 
springs  upon  the  equalizing  levers  is  made  so  as 
to  gain  the  greatest  width  of  firebox  between  the 
sides  of  the  frame,  and  the  jaws  are  made  so  as  to 
aflbrd  much  stifllbess  to  the  frame,  besides  admit- 
ting of  easy  repair  if  they  should  become  broken 
or  bent. 

Of  the  materials  used  in  these  engines  we|believe 
they  are  of  the  best  quality.  The  boiler  iron  used 
is  of  the  best  Pennsylvania  manufacture,  costing 
on  an  average  six  and  a  half  cents  per  pound.  We 
have  a  specimen  of  cast  iron  broken  from  one  of 
the  cylinders,  poured  from  Stirling  pig,  which  ex- 
hibita  a  fibrous  structure  quite  remarkable  for  a 
casting.  It  was  handed  us  by  Mr.  Samuel  Smith, 
the  manager  of  the  foundry.  The  company  are 
putting  in  an  average  of  two  tons  of  best  brazed 
copper  tubes  in  each  boiler,  costing  upwards  of 
$1600. . 

They  have  in  some  cases  made  a  successful  ap- 
plication of  wrought  iron  tubes  having  copper 
ends  brazed  on  for  two  inches  at  the  furnace  end. 
Of  a  large  number  sent  out  upon  the  Erie  railroad 
none  have  given  trouble  by  reason  of  leakage. 
The  use  of  brass  tubes  by  this  company  show 
some  peculiar  results  worthy  the  attention  of  buil- 
ders and  of  those  otherwise  interested  in  the  suc- 
cess of  these  tubes.  It  appears  that  when  the 
tubes  were  placed  quite  close  together  in  the  boil- 
er, and  put  under  a  hard  heat  while  new  and  clean 


Ohio  company  own  one  hundred  and  forty  three 
locomotives  many  of  which  are  of  a  capacity  to 
run  eighty  miles  per  hour.  Leaving  this  state- 
ment of  speed  for  what  it  is  worth,  we  will  state 
that  in  May  last,  141  of  these  engines  were  run- 
ning on  chilled  wheels,  the  larger  portion  being 
fitted  with  the  removable  slip  tire.  The  substantial 
pattern  of  engines  described  by  us  were  pro- 
vided with  the  removable  chilled  tire.  The 
fastest  and  heaviest  passenger  engines  run 
upon  chilled  tires,  and  out  of  some  1500 
used  on  dififerent  engines,  but  two,  as  we  have 
pefore  stated,  have  ever  broken.  The  failure  of 
these  can  be  easily  accounted  for  in  an  insufScient 
thickness  of  iron,  and  in  view  of  this  fact,  which 
can  be  established  beyond  doubt,  we  believe  no 
mechanical  improvement  can  boast  of  more  suc- 
cess. The  Master  of  Machinery  stales  that  these 
tires  on  the  passenger  engines  continue  to  run 
seventy  five  thousand  miles  before  being  worn  out, 
while  on  the  level  road  between  Baltimore  and 
Washington  they  have  been  known  to  run  100.000 
miles,  before  becoming  so  badly  worn  as  to  re- 
quire renewal.  50.000  miles  is  an  average  dura- 
tion of  these  tires  under  the  heavy  freight  and 
stock  engines,  ruiming  over  the  mountains. 

We  would  advise  master  mechanics  of  our  rail- 
roads, when  traveling  South,  to  visit  the  Mount 
Clare  shops  of  the  Baltimore  and  Ohio  road,  and 
witness  the  application  and  operation  of  these 
tires.  They  will  find  it  a  matter  of  much  interest 
to  see  the  condition  of  the  tires  in  use  and  of 
those  taken  from  under  the  wheels,  to  see  the  fa- 
cility with  which  they  are  fitted  and  applied,  and 
to  learn  the  great  economy  which  has  attended 
their  use.  They  will  find  in  Mr,  Hayes,  a  gentle- 
man of  sound  views  upon  the  subject  of  locomo- 
tives, and  able  and  willing  to  extend  to  them 
every  possible  opportunity  for  information 

Montreal  and   Bjrtoivn  Railroad. 

We  are  happy  to  inform  our  readers  that  at  a 
special  meeting  of  the  municipal  council  of  the 
county  of  Two  Mountains,  held  on  Monday  last, 
it  was  determined  to  adopt  the  Montreal  and  By- 
town  line,  and  the  council  thereupon  unanimous- 
ly passed  a  by-law  authorizing  the  mayor  to  bor- 
row £62,000  to  aid  in  the  undertaking.  The  popu- 
lar vote  to  be  taken  on  this  by-law  was  fixed  for 
the  19th  and  20tb  day  of  September  next.  This, 
with  the  sum  of  £226,000  ft-om  the  city  of 
Montreal,  and  what  is  expected  from  our  munici- 
palities, leaves  no  doubt  of  this  line  being  put 
under  contract  at  an  early  day. — Montreal  Ga- 
zette. 
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Boston  X^oeomottTe  'Work*. 

The  origin  and  progress  of  this  establishment 
has  been  a  fair  example  of  that  of  the  railroad 
system  of  America.  Although  not  the  oldest 
TNorks in  operation,  it  was  commenced  and  con- 
ducted before  railroads  bad  attainad  the  import- 
ance which  they  now  possess,  and  when  railroads 
and  locomotives  were  mysteries  to  a  large  portion 
of  onr  people.  But  under  the  recent  order  of 
things  establishments  like  the  above  have  multi- 
pUed.  aiding  and  deriving  in  return,  their  growth 
and  support  from  railroads.  The  business  of 
building  locomotives  has  now  become  a  large  and 
important  branch  [of  industry,  employing  in  the 
United  States  alone,  over  6000  hands,  who  re- 
ceive $2,700,000  yearly  for  labor,  and  turn  out 
S8.000,000  in  value  of  manufactured  products. 
The  capital  invested  in  the  business  at  the  present 
time  is  not  probably  less  than  S3,000,000.  There 
arc  full  one  thousand  locomotives  built  per  an- 
num, sufficient  forjreplacing  the  depreciation  of  all 
the  engines  in  use,  and  for  the  equipment  of  near- 
ly three  thousand  miles  of  railroad,  in  addition. 
.  Prominent  in  this  branch  of  business  stands  the 
above  company,  whose  long  experience  and  ex- 
tensive and  powerful  e  ^tablishment  have  made 
them  known  wherever  American  railroads  have 
penetrated. 

The  work  of  building  locomotives  commenced 
in  Boston,  in  1840,  by  Holmes  Hinkley  and  Gard- 
ner P.  Drury. 

The  business  of  their  establishment  previous  to 
1840  was  confined  to  building  steam  eugines,  and 
other  common  machinery  employing  from  40  to 
50  men.,  and  turning  out  from  40  to  $50,000 
worth  of  work  in  a  year.  The  bu8iness_,was  done 
in  one  building  say,  80x40  feet.  In  1840  the  first 
locomotive  was  commenced  upon — the  construc- 
tion of  which  was  considered  a  mysterious  business 
at  the  time  ;  as  the  Locks  and  Canals  Co.,  at 
Lowell,  was  the  only  establishment  where  any 
locomotives  had  been  built  in  Massachusetts. 
The  first  engine  put  on  to  the  track  by  the  Bos- 
ion  Locomotive  Works  then  carried  on  by  Hinkley 
and  Drury,  was  a  six  wheeled  engine  of  outside 
connections,  with  one  pair  of  drivers  and  a  truck, 
weighing  about  13  tons,  which  was  considered  a 
heavy  class  at  that  time.  This  engine  being  of 
quite  a  different  model  from  the  Stephenson 
engines,  which  were  built  by  the  Locks  and 
Canals  Company,  there  was  great  trouble  in  dis- 
posing of  it,  even  at  two-thirds  its  cost — but  it 
was  finally  purchased  by  the  Eastern  Railroad 
Company, — and  is  yet  in  operation  on  the  Port- 
land end  of  that  road.  It  worked  so  successfully 
that  it  induced  the  builders  to  set  up  six  locomo- 
tives, of  the  same  model,  before  they  received 
any  orders.  But  before  they  were  completed 
they  were  all  contracted  for — besides  several 
others  of  different  model  ;  so  that  in  1842  ten 
were  delivered.  This  being  so  great  an  increase'of 
the  business  it  was  found  necessaay  to  increase 
the  capacity  of  the  buildings,  by  adding  another 
shop  100x50.  This  rate  of  delivery  con- 
tinued tnrough  1848  and  1844.  In  1845  the  de- 
liveries were  twenty-six  ;  the  most  of  them  eight 
wheeled  engines  of  about  16  tons  each.  This  in- 
crease of  the  business  called  for  further  addition 
to  the  shops,  and  another  building  was  erected 
130x66  feet. 

In  1846  thirty  were  delivered,    and  in  1847, 
fifty-five,  which  called  for  still  further  increase  of 


shop  room;  and  there  were"aiWi99,"oBe  range  oft  connected  "by  the  copper  and  sheet  iron  shop, 
buildings  430x80  and  an  addition  to  the  old  which  is  sixty  by  85  feet,  and  the  entire  area  of 
range  of  170x66,  and  also  an  L  of  60x40. 1  the  property  owned  by  the  company  is  ten  acres. 
Making  the  buildings  as  they  stand  ;  one  range  The  whole  number  of  engines  built  and  deliver- 
430x80,  and  another  range  400x66,  with  various  ed  by  the  company  is  467,  the  last  engioe  bear- 
out-buildings.  The  buildings  and  yard-room  ing  that  number,  being  the  "Onward"  delivered 
covering  a  surface  of  about  four  acres.  to  the  Fitchburg  railroad  company  of  Massachu- 


These  facilities  of  shop  room  enabled  the  catA- 
pany  to  employ  about  400  men  ;  turning  out 
about  seven  locomotives  a  month  besides  other 
railroad  work. 

The  styles  of  engines  built  for  the  first  five  years 
of  the  operation  of  the  establishment  were  the 
outside  connected  engine  of  two  or  four  drivers 
and  a  truck  frame,  and  a  pattern  of  freight  Engine 


setts,  a  line  already  stocked  with  the  best  eocioes 
from  this  company's  shops,        I 

The  present  styles  of  passenger  engines  built  at 
these  works  have  full  cranks  and  four  coupled 
drivers  and  truck.  The  boilers  arc  made  of  a 
strong  form,  the  union  of  the  ftimace  and  cylin- 
drical part  being  made  by  an  oflsct  formed  into  a 
beautiful  curve.     The  frames  are  formed  of  side 


On  the  13thofMareh  1848,  the  works  which 
had  so  long  been  carried  on  by  Hinkley  and  Dru- 
ry were  incorporated  by  act  of  the  Massachusetts 
legislature,  under  an  organization  bearing  the 
present  name  and  style  of  the  company.  Mr. 
Drury,  who,  for  so  long  a  time,  was  identified  with 


resting  wholly  on  four  coupled  drivers.  These '  P^*^' "^?t<^  ^  "^«t  ^^^i  an^  *»*ve  wrought 
were  simple  and  strong  engines  and  large  numbers 
of  them  are  yet  in  use.  In  1845  the  first  inside 
connected  engines  were  completed,  and  in  a  short 
time  the  crank  engine  was  the  leading  style  com- 
ing out  of  this  establishment.  They  combined 
much  originality  of  design  and  construction  in  the 
valve  motions,  pumps,  truck  frames  and  other 
parts,  and  proved  a  determination  on  the  part  of 
the  builders  to  keep  up  with  the  progress  of  the 
mechanical  science  of  the  day.  And  since 
that  time  improvements  have  been  regularly 
carried  out  in  each  successive  lot  of  engines,  by 
which  tbey  have  approached  perfection  to  a  de- 
gree that  would  once  have  been  little  dreamed 

or  ■-;,--  :■.■_■ 


iron  jaws  riveted  in.  The  ja\vs  have  wedges  to 
take  up  the  wear  of  the  boxes.  Theboiler  braces 
arc  round  and  are  turned  and  polished,  giving 
them  a  neat  appearance.  The  trucks  have  rock- 
ers, by  which  the  truck  adjusts  itself  readily  to 
any  rail,  and  track.-  the  engine  with  ease  around 
curves.  The  link  motion  or  Vee-hooks  are  em- 
ployed for  working  the  valves.  The  pumps  have 
the  same  stroke  as  the  piston,  and  have  the  check 
valves  near  the  forward  end  of  boiler.  The  expan- 
sion valve  where  vee-hooks  are  used,  is  the  gra- 
duated variable  cut  off,  known  as  Gray's  expan 
sion  valve.  The  domes  are  large  and  placed  near 
the  middle  of  the  boilers.  The  steam  passages  are 
of  the  most  approved  proportions  and  dimensions. 
Lowmoor  or  Pennsylvania  iron  is  used  for  the 
boilers,  and  Lowmoor  iron  for  much  of  the  run- 
ning work.  The  tires  are  of  Bowling  iron.  The 
tubes  are  alvain  of  solid  brass, from  the  American 
Brass  Tube  company.  Matthew's  Sparkers  are 
much  used  by  this  company,  and  they  have  made 


the  success  of  the  works,  has  since  withdrawn,  i  arrangements  to  supply  them  direct  ft-om  the  ma- 


while  Mr.  Hinkley  still  retains  his  connection  with 
the  company  in  the  capacity  of  president  and  su- 
perintendent. 


nufactnrtr  to  roads  in  want  of  them. 

The  dimensions  of  the  twenty-two  ton   passen- 
ger engines  are  15  inch  cylinder,  20  inch  stroke,  6 


Under  the  present  organization,  and  during  the  ^et  six  inch  drivers,  4*2  inch  boiler  containing 
hard  times  of  the  years  1849,  60,  and  51,  orders  131  two  inch  solid  brass  tubes,  10  feet  four  inches 
for  locomotives  decreased,  so  that  the  average  |  long-  Furnace  forty  inches  long,  forty  inches  wide 
deliveries  for  those  three  years  were  only  at  the  i  *°<i  52  inches  deep.^  Two  and  one-fourth  inch 
rate  of  43  a  year.  .blast pipes;  steam  ports  12  inches  by  Ij^  inches, 

In  1862  business  revived  again  and  the  deUver-  and  exhaust  two  inches  wide.  Travel  of  valves  4 
ies  that  year  wore  70.  inches.     The  tube  surface  amounts  to  709  square 

The  present  year,  1863,  the  deliveries  will  be  |  feet,  the  firebox  area  to  %i%,  and  the  grate  111.^ 
over  80,  and  the  demand  has  been  such, that  twice  \  square  feet.  The  tenders  have  eight  wheels  and 
that  number  could  have  been  disposed  of,  if  the  Co.  |  contain  1>4  cords  of  wood,  and  1700  gallons  of  wa- 
had  possessed  facilities  for  building  so  many.         j  ter.  !  [ 

The  whole  number  of  hands  employed  is  above'  The  Boston  Locomotive  Works  have  adopted 
400,  all  of  which  are  employed  under  master  me-  the  plan  of  a  large  driver  and  long  stroke  in  tl-  :;ir 
chanics  who  contract  for  the  different  departments  recent  freight  engines.  A  stroke  of  26  inches  with 
of  the  work.  The  weekly  payments  of  wages  are  »  fi^'e  ^ct  wheel  is  now  allowed,  and  the  fteight 
between  three  and  four  thousand  dollars.  engines  so  proportioned  are  found  to  be  very  eflB- 

In  the  foundry  connected  with  these  works,  and  cient  and  to  afford  a  very  advantageous  applica- 
carried  on  by  Mr.  I.  Van  Kuran,  a  large  business  ''on  and  economical  maintenance  of  power. 

is  done  in  the  manufacture  of  chilled  car  and  en-  j 

gine  wheels.    For  freight  engines  the  chilled  dri- 1  L>»rg«    Trauss. 

ver  is  becoming  quite  generally  adopted  in  New  The  Engine  "  Rocky  Mountain''  recently  drew 
England,  and  the  Boston  Locomotive  Works  are  \  a  train  over  the  Michigan  Central  road,  consist- 
doing  a  serviceable  work  in  their  introduction.        :  ing  of  one  hundred  and  ten  cars   weighing  about 

The  works  at  present  consist  of  two  ranges  of  j  1000  tons,  the  freightalone  weighing  544  tons, 
buildings  running  parallel  and  forming  a  hollow  I  Another  engine  brought  into  Detroit  a  train  of 


square.  The  locomotive  shop  is  upwards  of  400 
feet  long,  sixty-five  feet  wide  and  two  stories  high; 
the  other  range  embracing  the  boiler  shop,  black- 
smith s  shop,  and  brass  and  iron  foundries,  is  432 
feet  long  and  80  feet  wide.    These  two  ranges  are 


one  hundred  and  eighteen  cars. 

The  name  of  this  Engine  was  the  "  Salamaoder.' 
For  ordinary  business  trains  we  believe  these  will 
equal  the  "owelty"  of  any  Gauge ,  wide  or  nar- 
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the  required  counterweightT^in-ttrtS  case  exactly 
one-half  of  the  weight  at  the  pin.  To  find  the 
proper  thickness  if  it  be  of  cast  iron,  and  formed 
exactly  to  fit  the  space  a  c,  fig.  20,  this  space  has 
191*5  square  inches  area,  and  as  cast  iron  weighs 
•26  lb.  per  cubic  inch,  it  requires  270-f--26=1038 
cubic  inches  of  metal.  Now  1038-r-191-5=5-4 
inches,  the  requisite  thickness  of  the  counter- 
weight 

If  it  be  of  lead,  which  is  weightier  than  cast 
iron  in  the  ratio  of  1  to  1*6,  the  thickness  will  be 
6-4-i-16=3-4  ins. 

Again,  if  in  the  same  engine,  the  weight  is  to 
be  equally  distributed  in  three  segments,  over 
three  entire  spaces,  fig.  22,  the  common  centre  of 
gravity  would  be  at  2082,  or  20  18-16  inches  ra- 
dius, and  the  whole  counterweight  would  be. 


BalanclBC  lioeomotlre  OrlVers. 

FROM  D.  K.  Clark's  railway  magi  [Inery. 
[Continned  from  p%g»  667.] 

4th,  In  four  Segments,  fie.  25.— Finfi  as  before, 
the  centers  c  c'  c"  c'",  of  the  segments  ;  draw  c" 
c'  and  c"'  c,  cutting  the  line  a  b  ;  bii  ect  the  in 
terval  so  enclosed  at  e,  for  the  common  center  of 
IT'avit;. 

Fi^.23. 


-4^ 


Method  of  finding  the.  common  center  oj  )gravity  of 
three  segments. 
W  hen  the  counterweight  occupies  onl  f  a  part  of 
the  space  between  the  arms,  the  center  of  gravity 
may  either  be  found  as  above  or  approximated  to 
by  bifiecting  its  radial  center  line. 

Pig.  24. 


540X11 
20-82 


-^285  31bs. 


Driving  Wheel  and  Counterweight  in  tioo  Segments. 
Fie.^. 


Driving  Wheel  and   Countcnceighis  in  Jfiir  Sc, 
ments. 

CalctUatuyn  of  the  required  Counterieeight.— 
Having  found  the  weight  to  be  balancec 
wheel,  referred  to  the  crank  pin,  it  may  be  thence 
referred  to  the  center  of  gravity  of  the  counter- 
weight, by  multiplying  it  by  the  length  c  f  crank, 
and  dividing  it  by  the  distance  of  the  c  enter  of 
gravity  from  the  center  of  the  wheel.  In  I 
pie  engine,  fig.  1,  the  weight  to  be  balanced  was 
found  to  be  540  lbs.,  referred  to  the  cr  ink  pin ; 
and  if  tho  counterweight  be  in  on«  segmc  nt  to  fill 
one  space,  its  center  of  gravity  is,  by  the 
just  given,  at  22  inches  radius,  and 

540X11 

^270  lb.«<., 

22 


The  united  area  of  surface  would  be  191-5x3= 
5746  inches,  and  286-^-26=;  1096  cubic  inches  of 
cast  iron  required;  therefore  1096-f-574-5=l-9 
inches,  the  necessary  uniform  thickness  of  met- 
al. 

Our  next  business  is  to  show  by  experiment  to 
what  extent  a  compromise  may  be  efiected  between 
the  respective  claims  of  longitudinal  and  lateral 
disturbances  on  the  rails,  in  the  adjustment  of  the 
counterweight,  and  to  give  a  number  of  rules  for 
practice. 

Expcrivunts  of  M.  yollau,  1848.* — One  of  these 
experiments  was  made  with  an  inside  cylinder  en- 
gine of  the  following  dimensions : — Cylinders  15 
inches  by  20  inch  stroke,  26  inches  apart  centers ; 
driving  wheels,  six  feet  diameter,  leading  and 
trailing,  3>^  feet,  and  11  feet  apart.  Weight  of 
crank  referred  to  the  pin  and  the  half  of  connect- 
ing rod,  162  lbs.,  crank,  connecting  rod,  piston 
and  appendages,  500  lbs. 

Counterweights  were  applied  at  thirty  inches 
radius,  between  the  spokes  of  each  driving  wheel; 
and  to  balance  152  lbs.,  the  revolving  weight  on 
a  ten  inch  crank,  152X10-80=51  lbs.  was  applied 
and  the  engine  suspenaed  from  the  roof  clear  of 
the  rails,  free  to  vibrate  any  way ;  the  centrifugal 
action  was  perfectly  balanced,  as  there  was  not 
the  slightest  vertical  action  even  at  250  tarns  per 
minute.  The  fore  and  aft  motion  was  however  de- 
cided ;  but  it  was  entirely  destroyed  by  a  weight 
of  4004-10-30=133  lbs.,  balancing  the  entire  mov- 
ing weight.  In  this  case  again,  the  excess  of  cen- 
trifugal force,  caused  a  vertical  action  of  the  ma- 
chine ;  and  there  was  also  considerable  sinuous 
movement,  owing  to  the  greater  leverage  of  the 
balance  weights,  being  double  that  of  the  pistons, 
etc.,  measured  from  the  center  of  the  axle. 

As  5'!  lbs.  was  too  light,  and  133  lbs.  too  heavy, 
•  mean  of  them  was  applied,  (132-f-51)-!-2=92 
lbs.;  and  the  engine  was  set  to  work  on  the  rails 
with  this  counterweight  on  each  wheel.  Such  was 
the  improved  action  of  the  engine,  that  afler  a 
twelvemonth's  work,  there  did  not  appear  the 
slightest  wear  and  tear  of  the  draw  gear  ;  while 
formerly  even  with  buffing  and  draw  springs,. the 
bolts  wore  rapidly,  and  even  the  foot  plate  was  oc- 
casionally buckled  or  otherwise  strained  .-f 

Experiments  of  Le  Chatclier.X — In  the  work- 
shops of  the  Orleans  railway,  an  outside  cylinder, 
long  boiler  locomotive,  like  fig.  1 ,  was  freely  sus- 
pended from  the  roof  of  the  building,  eight  inches 
clear  of  the  rails,  by  ropes  about  12  feet  long. 


method 


*  Quoted  in  Le  Chatelier's  work  on  Stability. 

t  Though  the  details  of  this  experiment  show 
that  M.  Nollan  was  in  the  right  direction,  it  is 
plain  that  he  did  not  recognize  the  divided  action 
of  each  crank  and  its  appendages  in  the  two  wheels 
nor  the  necessity  for  perfect  equilibrium,  of  plac- 
ing the  balance  weights  at  an  angle  with  the  cen- 
ter lines  of  the  cranks.  This  was  reserved  for  Le 
Chatelier  to  work  out.        ;.^  .  •; 

X  The  author  has  converted  the  results  fl-om 
Freoch  into  English  measures. 


The  following  were  the  weights  of  the  moving 
parts:  "•.-.>.,; 

Crank,  referred  to  the  pin.,  .......,,,..  93  lb.s. 

Connecting  rod 188 

Piston  and  rod 174 

Crosshead 64 

Total 519  lbs. 

Three  counterweights  were  applied :  1st,  a  block 
of  lead,  which  filled  nearly  the  whole  space  oppos- 
ed to  the  crank,  and  weighed  141  lbs.  Its  center 
of  gravity  was  26  inches  fVom  the  center  of  the 
axle,  and  as  the  length  of  crank  was  11  inches,  it 
would  balance  a  weight  of  338  lbs.  at  the  crank 
pin,  for  J 

141X26    ' 

=333  lbs.  '    ' 

11 

2d,  two  extra  weights,  together  equal  to  88  lbs  , 
were  placed,  one  on  each  side  of  the  first  weight, 
the  center  of  gravity  of  each  being  28^  inches 
from  the  center,  and  their  common  center  of  gra- 
vity 26%  inches  from  the  center  of  the  axle ;  they 
would  therefore  balance  212  lbs.  at  the  crank  pin, 
for  88X26>^'-T-11^212  lbs.  The  total  counter- 
weight was  thus  equivalent  to  383-{-212=545  lbs. 
at  the  crank  pin,  which  is  somewhat  in  sxcess  of 
619  lbs.,  the  weight  of  the  moving  parts. 

To  register  the  horizontal  oscillations,  a 
pencil  was  fixed  to  the  buffer-beam,  which  traced 
the  movement  on  a  sheet  of  paper  placed  below 
it,  the  paper  being  so  disposed  as  to  yield  to  the 
vertical  movements  of  the  pencil. 

Observations  were  made  at  various  speeds  of 
the  engine  on  its  driving  axle,  up  to  three  turns 
per  second,  or  an  equivalent  of  85  miles  per  hour 
on  the  rail,  under  three  conditions. — 1st,  without 
any  counterweight ;  2d,  with  the  partial  balance 
of  833 lbs.  referred  to  the  crank-pin  ;  8d,  with  the 
total  balance  of  545  lbs.  Though  the  speed  was 
limited  as  above,  it  was  established  that,  in  the 
same  state  of  balanc  e,  the  extent  of  free  oscillation 
was  not  affected  by  speed,  as  the  diagrams  describ- 
ed by  the  pencil  were  the  same  for  all  observed 
speeds, — an  experimental  result  which  was  plainly 
prediciable  from  the  nature  of  moving  forces  for, 
though,  at  higher  speeds,  the  intensity  of  the  dis- 
turbing force  was  increased,  the  time  for  each 
oscillation  was  also  shorter.  Oscillation  diagrams 
were  obtained.  No.  1  was  described  during  the 
free  action  of  the  machine,  without  counterweight; 
it  is  elliptical  in  form,  and  indicates  the  combined 
action  of  the  two  varying  forces,  which  cause 
fore-and-aft  motion  and  sinuous  motion,  and 
showing  a  range  of  action  both  ways  of  about  y^ 
inch.  No.  2  was  described  under  the  influence  of 
a  partial  balance  of  333  lbs.,  which,  though  much 
be!ow  the  equilibrium-load,  reduced  the  range  of 
action  either  way  to  about  08  or  8-82  inch. 
When  the  full  counterweight  of  545  lbs.  at  the 
crank-pin  was  applied,  the  horizontal  oscillation 
was  eflTectually  extinguished,  and  the  diagram,  No. 
3  dwindled  into  a  simple  point.1 

These  results  show  not  only  the  nature  and  ex- 
tent of  the  disturbing  action,  but  the  efficacy  of 
counterweights  in  extinguishing  it.  When  the 
engine  was  placed  on  the  rails,  with  its  counter- 
weights attached,  it  ran  with  steadiness  at  50 
to  60  miles  per  hour,  subject  only  to  shocks  from 
the  imperfections  of  the  way.  The  balances 
being  removed,  the  engine  resumed  its  customary 
oscillatory  motions,  violently  concussing  the  draw- 
gear,  and  working  the  spring  even  at  much  lower 
speeds. 

The  experiment  was  repeated  with  the  same  re- 
sults, on  a  six  coupled  wheel  goods-engine,  with 
outside  inclined  cylinders,  and  4  feet  8  inch  wheels. 
This  class  of  engine  had  been  found  very  unsteady 
on  the  rails,  and  required  frequent  repair.  Counter- 
weights equivalent  to  1100  lbs.  at  the  crank-pin, 
were  equally  distributed  between  the  three  wheels 
on  each  side  of  the  engine,  well  worn  by  long  ser- 
vice ;  they  were  placed  exactly  opposite  the 
cranks,  the  total  weight  being  less  than  would 
exactly  have  balanced  the  engine.  With  a  train 
of  44  waggons,  at  30  miles  per  hour,  the  engine 
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ran  with  steadiness,  though  the  wheels  had  al- 
ready been  well  worn  by  long  service,  and  the 
axle  boxes  had  considerable  play.  -The  counter* 
weights  being  removed,  the  engine  was  again  set 
to  work  with  the  same  train ;  it  was  then  found 
impossible  to  exceed  the  speed  of  25  miles,  as  the 
engine  ran  so  unsteadily  and  was  affected  with 
very  violent  oscillation  and  fore-and-aft  motion. 

Similar  experiments  were  madu,  on  the  North- 
em  railway  of  France,  upon  a  six  coupled  wheel 
goods  engine,  with  outside  horizontal  cylinders, 
by  suspending  it  in  the  workshops.  When  un- 
balanced, and  put  in  motion,  it  described  a  curve, 
at  the  buffer-beam,  showing  a  compound  lateral 
and  fore-and-aft  vibration  equal  to  about  ^  inch 
A  counterweight  equivalent  to  882  lbs.,  or  about 
seven-eighths  of  the  whole  weight  was  applied  on 
each  side  of  the  engine.  The  engine  had  just 
been  turned  in  for  repair,  on  account  of  the  play 
at  the  bearings  and  other  parts,  and  was  thus 
under  very  unfavorable  conditions  for  a  trial.  It 
was  disconnected  from  the  tender,  and  with  4  feet 
wheels  ran  alone  at  a  speed  of  40  miles  per  hour, 
with  a  satisfactory  steadiness  ;  there  was  no  fore- 
and-aft  motion  at  all,  and  only  a  slight  degree  of 
sinuous  movement.  Four  of  the  five  blocks  for 
balancing  being  then  removed,  leaving  only  an 
equivalent  balance  of  176  lbs.,  or  17  per  cent,  of 
the  whole  weight,  the  engine  alone  could  not  get 
above  31  miles  per  hour,  and  at  this  speed  the 
unsteadiness  was  "  fearful.''  When  the  tender 
was  screwed  up  to  the  engine,  the  fore-and-aft 
movement  was  partially  destroyed,  but  the  lateral 
was  as  violent  as  before. 


Springfield,  Mass.,  Aug.  23d,  1853. 
Mr.  Editor, 

Dear  Sir:  In  your  Journal  of  the  20th  inst.,  I 
noticed  an  article  headed  "Large  Drivers."  I  do 
not  know  the  author  ol  that  article,  but  if  the  pro- 
portions given  of  the  other  engines  named  are  as 
far  from  being  correct  as  those  given  of  the  "Whis- 
tler," the  public  cannot  be  much  wiser  for  such 
information. 

The  engine  built  at  the  Western  Raibroad  Ma- 
chine shop,  called  the  "Whistler,"  instead  ofhav- 
ing  a  15  inch  cylinder  and  26  inch  stroke,  has  a 
16^  inch  cylinder  and  22  inch  stroke.  The  speed 
of  the  piston  then,  in  the  room  of  being  the  same 
*3  with  a  five  feet  three  inch  wheel  and  20  inch 
stroke,  would  be  the  same  as  with  a  six  feet 
and  two  inch  wheel  and  20  inch  stroke. 

Now  it  is  found  by  comparing  the  working  of 
the  "Whistler,"  on  an  express  train  of  five  or  sev- 
en ei^ht  wheel  cars  with  another  engine  with  the 
same  sized  wheel  and  a  four  inch  longer  stroke, 
(the  cubic  contents  of  the  cylinders  of  each  engine 
being  the  same)  that  if  the  stroke  of  the  "Whist- 
ler" is  wrong  either  way  it  is  too  short. 

If  I  were  to  express  an  opinion  as  to  what  has 
been  the  cause  of  a  failure  to  obtain  satisfactory 
results  from  locomotives  with  large  drivers,  I 
«hould  attribute  itflfiore  to  a  lack  of  sufficient  boil- 
er than  to  the  proportions  of  the  cylinder.  Hav- 
ing no  other  object  in  view  but  simply  to  correct 
an  error,  I  remain  very  respectfully  yours, 

W.  E. 

We  are  obliged  to  our  correspondent  for  cor- 
recting our  error  into  which  we  were  led  by  the 
statement  of  a  friend  to  the  effect  that  the  cylin- 
ders of  the  "Addison  Gilmore"  and  "Whistler" 
were  identical  in  proportions.  It  was  in  fact  our 
intention  to  have  said  that  the  cylinders  of  the 
Whittler  were  16%  Inch,  but  the  types  misrepre. 
•ented  our  meaning.  As  to  the  other  engines  we 
are  positive  except  with  regard  to  Mr.  Milholland's 
of  which  we  also  believe  we  gave  the  correct 
proportions.    We  quite  agree  with  our  friend  that 


the  failure  of  high  wheeled  engines  is  due  to  an 
insufficient  boiler  capacity,  a  deficiency  which  hae 
been  amply  supplied  In  Mr.  Eddy's  engines,  and 
( what  is  equally  worthy  of  consideration,)  they  have 
the  least  "dead  weight"  of  any  locomotives  in  New 
England.  The  superiority  of  the  "Addison  Gil- 
more"  pattern  was  confirmed  at  the  Lowell  triJ, 
Oct.  1, 1851,  where  it  received  the  gold  medal  for 
its  performance  in  competition  against  six  other 
passenger  engines  from  the  shops  of  the  oldest 
and  most  experienced  builders  in  New  England, 

Jonrnal  of  Railroad  I<ainr« 

THK    CONSEQCENCES  OT    NEGLIGENT  TRANSPORTA- 
TION. 

.At  the  late  Oxford  Circuit,  in  England,  the  fol 
lowing  case  was  tried  before  Mr.  Justice  Cramp 
ton. 

Hadley,  the  plaintiff,  was  a  miller,  and  Paxeti- 
dale  and  Co.,  the  defendants,  were  carriers.  The 
plaintiff  having  injured  a  crank  of  his  engine,  sent 
it  by  defendant  to  a  neighboring  town  for  repairs. 
It  was  delivered  to  defendants  on  Saturday,  and 
they  were  told  that  it  was  highly  important  that 
it  should  be  expeditiously  carried  and  returned. 

They  "promised  to  deliver  it  for  repair  on  the 
ensuing  day."  But  so  far  were  they  from  fulfilling 
their  engagement,  that  they  did  not  so  deliver  it 
until  the  Friday  after  the  day  originally  appoiotr 
od.  .  ■■■-■■■■   . 

The  plaintiff  showed  that  his  damage  from  being 
so  long  deprived  of  the  crank,  amounted  to  £25 
per  day.  The  defendants  had  paid  £24  into  court, 
as  a  reasonable  idemnity  for  all  the  damages  sus- 
tained by  the  plaintiff  And  it  was  upon  the  true 
measure  of  damag e.s  that  the  case  turned. 

The  Counsel  for  defendants  exerted  themselves 
zealously  in  order  to  mitigate  damages,— although 
soma  of  their  pretexts  were  the  unfailing  signs  of 
a  hopeless  cause. 

They  urged  that  the  whole  crank  was  not 
worth  over  £10 — and  that  their  compensation  for 
carrying  would  not  net  more  than  100.  They 
insisted  that  as  there  was  no  gross  but  only  casual 
negligence,  they  could  not  be  required  to  pay  ex 
emplary  damages. 

The  Judge  over-ruled  all  these  positions.  The 
value  of  the  crank  and  the  compensation  for 
carrying  it  he  said  were  matters  entirely  irrele- 
vant to  the  case.  The  jury  must  inquire  what 
under  all  the  circumstances  would  have  been  a 
reasonable  time  for  delivering  the  crank  in  com- 
pliance with  the  contract  betweeq  the  parties,  and 
also,  what  were  the  n;i^,i\rai  and  probable  conse- 
quences of  Gon-deUvery  in  regard  to  the  plaintifiS, 
— and  what  was  the  damage  therefrom  result- 
ing. 

In  view  of  (damages  there  was  ao  difference  in 
this  case  between  wilful  and  casual  negligence 
The  jury  rendered  a  verdict  of  £50  for  plaintiffs. 

It  may  not  be  amiss  here  to  briefly  notice  the 
legal  principles  which  are  applicable  to  several 
questions,  frequently  arising,  in  reliction  to  mat- 
ters of  a  nature  kin^i^  U)  that  of  the  case  above 
stated.      •:■•■•■':■-.'''■• 

When  goods  are  entrusted  to  a  carrier  to  be  de- 
livered and  they  are  not  so  delivered,  the  ordi- 
nary measure  of  damages,  is  the  value  of  the 
goods  with  interest  thereon  from  the  day  when 
they  should  have  been  delivered. 

But  shall  the  value  be  computed  at  the  place 
where  the  goods  have  been  delivered  to  the  car- 


rier, or  at  the  place  of  destination  1     In  some 
cases  a  question  of  extredSe  importance. 

It  scemi  to  be  well  settled  that  the  value  must 
be  computed  at  the  place  of  destination.  In  sncb 
a  case  the  probable  )>rotils  of  an  adventure  and 
the  foreign  market  aro  proper  subjects  of  inquiry 
But  a  party  deoiroub  of  having  goods  transported 
must  not  willfully  enhance  the  damage  growing 
out  of  the  carriers  refusal  to  convey  in  compliaiuK 
with  his  stipulation.  If  another  conveyance 
be  found  by  using  ordinary  diligence,  the    nlaintiff 

should  avail  himself  of  Jt.     Then  the  ••  ,^„„„_„  ^^ 

-iieasure  oi 
damages  will  be  merfly  the  different  ^  between  the 
freight,  or  price  of  carriage  agree^^  ^n  with  the  de- 
fendant, and  the  sum  (if  greater)  which  the  plain- 
tiff has  been  obliged  to  p-^y  ^thera  on  the  same 
account.  Elliot  vs.  RosfeU  10  J    R  1 

It  is  fully  estAblisb.ed,  that  in  a  case  of  negU- 
gent  transportation  of  goods,  the  subsequent 
acceptance  of  thr  goods  is  no  bar  to  an  action  for 
injuries  growiug  out  of  such  negligehce  Nothing 
but  an  express  release,  w  an  accord  and  satisfac- 
tion constitutes  a  bar,  under  such  circumsUnces. 
Although  of  coarse,  when  goods  negligently  trans- 
ported by  a  common  carrier  have  been  accepted 
by  the  party  entitled,  such  acceptance  may  be 
given  in  evidence  for  the  purpose  of  mitigating 
damages,  and  limiting  the  recovery  to  the  actoal 
loss  sustained  by  the  ownr.  St^ry  of  Baimc'nts 
^632.  '-      ■ 

Suppose  that  in  consequence  of  the  negligent 
transportation  of  goods  it  is  nece^sarj-  to  remove 
them  for  sak  to  another  place  thah  that  of  their 
original  destination.  Can  the  expenses  of  such 
removal  be  regarded  as  an  item  of  the  damage 
sustained  by  the  owner  1  | 

It  would  certainly  be  unjust  for  the  carrier  to 
answer  for  experiments  of  the  owner.  But  if  the 
owner  can  show  that  the  removal  for  sale  was 
necessary,  the  expense  of  such  removal  may  be 
recovered.  The  jury  however  are  the  judges  as 
to  the  existence  of  the  necessity  alleged.  Black 
vs.  Paxendale  1  Exckcq.  Rep.  410. 

By  what  means  shall  the  value  of  articles  negli- 
gently hst,  be  arrived  at "?  In  our  State  an  action 
was  brought  against  a  carrier  for  delay  in  forward- 
ing Alpine  Mulberry  trees,  in  consequence  of 
which  a  portion  was  lost.  The  plaintiff  claimed 
the  market  value,  four  shillings  each.  The  defend- 
ant offfered  to  show  that  it  had  been  a.scertained 
shice  the  delivery,  that  the  trees  were  worthless, 
in  view  of  silk-culture,  for  which  purpose  they 
were  bought.  Judf-e  Nelson  adjudged  that  the 
true  test  of  the  article  was  its  market  value  at  the 
tine  of  the  loss.     Smitk   vs.  Griffith.  3  Hill  383. 

When  goods  delivered  for  carriage  are  lost  on 
the  way,  as  in  the  foregoing  case,  it  will  be  per 
ceived  that  the  naeasure  of  damage  differs  from 
that  of  a  case  where  goods  are  brought  to  thf 
place  of  destination  and  then  lost. 

In  both  cases,  the  value  of  the  goods  at  the  time 
of  the  loss  governs,  but  in  the  one  case  thetest  is  the 
general  market  price  at  the  time  of  the  loss,  in  the 
other  the  market  price  at  the  place  of  destination 

Boston  and  Providence  Railroad* 

Daniel  Nason,  who  has  been  Master  of  Tracs- 
portation  on  the  Boston  and  Providence  Railroad 
at  Boston,  since  the  opening  of  the  road,  has  been 
appointed  Superintendent,  in  the  place  of  William 
Raymond  Lee  who  resigned  to  take  the  presidency 
of  the  Vermont  Central. 
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Georgia. 

SoutK  '  Western  JiaUroad.'-^'W^  bavo  received  a 
copy  of  the  Sixth  Annual  Report  of  tl  e   Preai 
dent  of  the  South- Western  Railroad  Com  )auy ,  to 
the  Btockboldera.   It  sets  forth  a  very  \i  toresting 
and  prosperous  state  of  its  afiiirs. 

The  earnings  of  the  road  for  thu  yeak-  ef  ding 
Aug.  Ist,  1863,  have  been  $  140,008  26,  t}eiug  an 
inc>«aae  over  the  previous  year  of  $  10,6!  3  26. 

The  current  expenses  of  the  pa  t  year, 
$08,200  66 ,  leaving  a  balance  of  nett  i  roflts  of 
$76,807  59  i  from  this  sum,  a  dividend  at  the  rate 
of  8  per  cent,  per  annum  has  been  paid,  besides 
Interest  on  Bonds  outstanding  to  the  an  [ount  of 
$11,866  00  and  annuity  to  the  City  of  A  aeon  of 
$1,260  00,  leaving  the  sum  of  $  9,628  IS  carried 
to  reserved  fund. 

The  excessive  rains  aud  heavy  freshei  s  in  the 
mooths  of  August,  September  and  Novem  >er  last, 
seriously  injured  the  road  and  rendered  t  'anspor- 
tation  almost  impossible  throughout  a  gr  ;at  por- 
tion of  South  Western  Gkorgla ,  thereby  greatly 
diminishing  the  business  of  the  road. 

That  portion  of  the  road  from  Ogletlorpe  to 
Americna  (23  miles,)  commenced  in  April  last, 
is  progresiing  satisfactorily  with  a  force  <  »f  about 
800  hands.  It  is  being  constructed  by  subsc  riptions 
separate  from  the  general  stock  of  the  pres<  nt  com- 
pany ,  but  when  completed  and  in  operati  an,  will 
be  merged  in  the  common  stock. 

It  is  expected  that  this  extension  will  be 
ted  in  time  to  transport  the  next  crop  j  fter  the 
one  now  growing. 

There  have  been  carried  over  the  South  '  Vestem 
toad  within  the  two  years  of  its  operation 
passengei-s.  Of  this  number  only  one  was 
and  he  not  seriously.  The  individual  inj  ired  at- 
tempted, while  intoxicated,  to  get  in  the  ca  rs  while 
they  were  in  motion. 

But  one  run  oil' has  occurred  since  the  ri>ad  was 
put  in  operation. 

Total  number  of  bales  of  cotton  transpo 
the  year,  38,834. 

Average  number  of  passengers  per  day. 


jomple- 


91,235 
injured 


ted  for 


106. 


Railroad  Itema* 

On  the  loth  inst.,  an  additional  section  of  the 
Virginia  and  Tennessee  railroad,  from  Sslem  to 
the  Big  Spring  in  Montgomery,  a  distance  o  "twelve 
miles,  was  opened  by  the  passage  of  a  t  rain  of 
cars  over  it. 

|^*Wc  are  informed  that  the  work  on  tie  Chi 
cago  and  Mississippi  Railroad,  in  the  dire  ction  of 
Bloomington,  is  progressing  at  a  very  rap  d  rate 
— The  rails  are  down  for  some  distance  peyond 
Elk  H&rt  Orove,  and  it  will  not  be  long  before  the 
cars  can  go  to  Postville,  a  distance  of  thirtjir  miles 
from  this  city.  At  Jollet,  we  learn  the  company 
are  putting  up  a  fine  depot,  machine  shops,  &c. 
Between  that  place  and  Bloomington,  the  { jading 
is  nearly  in  a  condition  to  receive  the  tra  ik. 

The  Albany  Northern  Railroad  has  beei  i  com- 
pleted and  the  first  passenger  train  was  run 
through  from  Eagle  bridge  to  Albany  on  1  aesday 
the  16th  inst. 

A  contract  has  been  completed  betw<  en  the 
Hadiion  and  Indianapolis  and  Jeffersonvil  e  Rail- 
road companies  by  which  the  former  can  v  over 
their  road  all  the  passenger  and  freight  ( :ars  of 
the  latter  company.  The  construction  of  the 
Jeffersonville  road  fVom  Edinburghjto  Indii  napolis 
has  consequently  been  abandoned. 


Brnna^rlok    Rallroaid   Jleetlag. 

The    Brunswick  Railroad    meeting,  held    at 

Thoma8vi[le  Thomas  Co.,  Georgia,   on   the  28th 

I  nit.,  was  well  attended  considering  the  uufavo- 

I  able  state  of  the  weather.     We  suppose    there 

were  some  eight  hundred  or  a  thousand  persons 

I  present. 

The  meeting  organized  under  a  spacious  arboui 
by  the  appointment  of  Judge  Love  President  and 
Rev.  Mr.  Sharpe,  Secretary. 

Judge  Love  in  a  short  and  appropriate  address, 
explained  the  objects  of  the  meeting  The  re- 
port of  the  delegates  to  the  Shareholders'  meet- 
ing at  Brunswick,  was  read.  It  was  a  favorable 
account  of  the  progress  of  the  Company  ;  of  the 
good  faith  of  the  parties  engaged  ;  and  of  the 
prospect  that  the  road  will  be  built  according  to 
contract. 

The  meeting  was  addressed  by  Col.  Young  and 
Judge  Hanscll,  of  Thomas  by  N.  W.  Collier,  Esq., 
of  Baker,  l>efore  dinner :  aud  by  Judge  Baker 
and  Judge  Mays,  of  Florida.  Col.  Tift  of  Baker, 
and  Col  Steward  of  Thomas  after  dinner. 

The  amount  of  stock  subscribed,  for  which 
notes  were  taken  during  the  meeting,  was  $26,000. 
— The  whole  amount  subscribed,  in  Thomas  Co., 
was  $126,600.  We  learn  that  other  considerable 
amounts  of  stock  were  promised  ;  and  from  the 
spirit  which  seemed  to  be  awakened  at  the  meet- 
ingkwe  have  no  doubt  that  the  amonnt  of  $200,000 
will  immediately  be  made  up  by  subscriptions  in 
Thomas  county.  This  is  the  amount  for  which 
Thomas  county  is  pledged  ;  and  her  citizens,  we 
are  sure,  understand  their  interests  to  well  to 
leave  leave  room  for  a  doubt  as  to  the  direction 
of  the  road. — They  will  redeem  their  pledge,  and 
secure  the  road  to  Thomasville* — Albany  Patroit. 

TiKvr  York  Gentral  Kallrosd. 

The  Albany  "  Evening  Journal  "  gives  a  state- 
ment of  the  improvements  in  progress  by  this 
company,  and  says  :  "  When  the  Board  of  Direc- 
tors held  their  first  meeting  on  the  7th  of  July 
last,  the  Executive  committee  were  authorised  to 
take  measures  for  laying  a  double  track  on  the 
road  from  Syracuse  to  Buffalo,  without  delay  ;  and 
to  adopt  all  such  measures  as,  on  examination, 
they  might  deem  necessary  to  put  the  entire  line 
from  the  Hudson  to  Lake  Erie,  its  rolling  stock 
and  machinery',  in  the  very  best  possible  condi- 
tion. 

Those  instructions  are  now  being  faithfully  car- 
ried out.  Action  has  been  taken  by  the  commit- 
tee, upon  a  scale  commensurate  with  the  resuurces 
of  the  road,  and  the  requirements  of  the  immense 
tide  of  travel  passing  over  it.  Ten  thousand  tons 
of  iron  have  already  been  ordered.  This  is  now 
in  course  of  delivery.  Competent  engineers  have 
been  engaged  in  examining  the  entire  line,  and 
have  nearly  completed  their  labors.  As  they  pro- 
ceed, they  report ;  and  the  board  at  its  meeting 
on  the  20th  of  July,  promptly  ordered  the  repairs 
and  improvements  suggested  by  them,  to  be  made 
under  the  direction  of  the  executive  committee. 

Twenty-seven  additional  locomotives  Tiave  been 
purchased  or  ordered.  Fifty  first  class  passenger 
cars  are  soon  to  be  built,  and  about  four  hundred 
freight  cars  are  now  in  process  of  con.struction. 

Five  hundred  tons  of  new  iron  have  already 
been  laid  in  place  of  old  rails  that  have  been  tak- 
en up.  All  the  rolling  stock  of  the  road  is 'now 
undergoing  the  most  thorough  examination  and 
repair. 

At  BuflTalo,  the  accommodations  for  freight  are 
to  be  largely  increased.  All  along  the  line  exten- 
sive improvements  in  the  buildings  are  progress- 
ing. 

At  Albany  a  new  engine  house  and  freight  de- 
pot are  in  process  of  erection.    Ground  has  been 


purchased  for  a  spacious  passenger  depot,  com- 
prising the  entirtt  block  bounded  by  Steuben,  Co- 
lumbia, Montgomery  and  Water  streets. 

These  various  improvements,  it  is  estimated 
will  cost  over  three  millions  of  dollais.  To  meet 
this  expenditure,  the  $3,200,000  of  now  unappro- 
priated stock  are  set  apart. 

To  effect  all  this  will  doubtless  require  time. — 
But  it  is  all  commenced,  and  will  all  be  rapidly 
carried  forward.  It  is  determined  to  make  the 
whole  road  from  the  Hudson  river  to  Lake  Erie,  a 
completely  appointed  double  track  of  328  miles, 
in  all  its  arrangements  and  accommodations  infe- 
rior to  none,  if  not  superior  to  any  on  this  side  of 
the  Atlantic." 


Mannfactare  of  IroB  la  Detroitt 

A  correspondent  of  the  Detroit  Daily  Advertiser 
says  of  the  manufacture  of  iron : 

Should  the  manufacture  of  iron  be  entered  into  at 
Detroit,  the  very  best  quality  of  boiler  iron,  now 
worth  from  $80  to  $85  per  ton,  can  be  made  cheap- 
er aud  with  more  ease  than  the  blooms  themselves 
are  produced  by  the  other  process.  With  this  un- 
derstanding the  following  article  will  be  read  with 
benefit:  :-■;•    .,;       J..;  '.••"./    ■  ' '  . '■^■.i;  /  ■'^.; 

£8timated  cost  of  making  charcoal  pig  iron  at 
Detroit,  in  large  blast  furnaces,  railroad   to   the 
mines  and  canal  built.    •  .j 
1^  tons  of  ore  at  $1.....  U..  ....  ..,.  ....$6  00 

130  bush,  charcoal,  at4c 5  20 

Flux  50c.  labor  $2 2  60 

Repairs  60c.  supsrintendence  50c 1  00 

Interest,  general  expenses 1  00 


^      •    I-  V  tl6  70 

Cost  of  con'ferting  into  bar  iron  not  given. 

The  expenses  of  manufacturing  at  Lake  Supe- 
rior are  as  follows  : 

Estimated  cost  of  a  ton  of  blooms  m.ide  on  Lake 
shore. 

Two  tons  of  ore,  quarrying  and  hauling  12 

miles,  at  $2 $4  00 

Roasting  same  at  $1 2  00 

Stampinc  and  screening  at  50c 1  00 

250  bush,  charcoal,  at  8c.  (actual  cost) 20  00 

2  bloomers  at  $8  2  helpers  at  $1,  or  same 

amount  by  actual  contract 8  00 

Repairs  $1,  superintendence  $1,  interest  $1     8  00 
General  expenses 2  00 


Cost  on  Lake  Shore $40  00 

Shipping,  freight,  carting,  storage,  commis- 
sion     16  00 


Cost  when  sold  at  Cleveland $55  00 

At  Hudson,  New  York,  are  two  anthracite  fur- 
naces of  sixteen  feet  across  the  boshes,  which 
make  over  one  hundred  and  eighty  tons  each  one, 
of  pig  iron  per  week.  The  furnaces  of  Messrs. 
Cooper  &  Hewett,  which  arc  rUn  with  the  Ando- 
ver  ores,  are  twenty  feet  across  the  boshes,  and 
have  produced  220  tons  each  per  week.  The  ma- 
chinery to  obtain  this  requires  a  large  outlay  of 
capital .  The  two  f\irnaces  at  Hudson  complete 
cost  about  $175,000. 

Charcoal  furnaces  would  be  considerably  le.ss 
expensive,  but  though  it  might  be  expedient  to 
begin  with  only  one  or  two,  an  engine  and  bloom- 
ing apparatus  ought  to  be  provided  sufficient  for 
a  large  number. 

.     .T    Railroad  Opening.        v  \.  <>•  ^  ... 

On  Wednesday,  August  24th,  the  first  twenty 
miles  of  the  Philadelphia  and  Sunbury  railroad, 
from  Simbury  to  Shamokin  was  formally  opened. 


The  Lake  Erie,  Wabash  and  St.  Louis  railroad 
is  being  pushed  forward  with  energy.  A  contract 
has  recently  been  made  for  10,000  tons  of  Wins- 
low's  patent  compound  rail  for  the  road. 
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Ijjroiui«  low^s,  Ge»tr«l  &aUr«ad. 

"Eve^j  mile  that  our  railroad  system  is  extend- 
eJ  west  from  the  Mississippi,  is  so  much  gained  to- 
ward a  railroad  to  the  Pacific.  While  government 
is  investigating  and  deliberating,  private  enter- 
prise, and  private  capital,  are  pushing  railroads 
to  the  very  verge  of  out  own  western  settlements, 
so  that  when  the  former  is  prepared  to  act,  it  will 
find  more  than  half  of  this  great  work  already  ac- 
complished, while  the  steadily  increased  confi- 
dence which  our  success  is  securing  to  our  people 
in  our  ability  to  construct  a  railroad  to  the  Paci- 
fic, will  render  this  work  a  comparatively  easy  task 
when  finally  undertaken. 

The  pioneer  line  based  upon  Chicago,  which  oc- 
cupies, probably,  the  most  conspicuous  place  in 
public  attention,  is  the  Lyons,  Iowa,  Central  Rail- 
road. The  line  of  this  road  commences  at  Lyons, 
on  the  Mississippi  river,  very  nearly  due  west  from 
Chicago,  and  extends  in  the  same  direction  to  the 
Missouri  river,  a  distance  of  335  miles.  Lyons  is 
about  132  milea  west  of  Chicago,  making  the  dis- 
tance from  that  city  to  the  Missouri,  about  467 
miles. 

Upon  the  first  division  of  this  road,  extending 
100  miles  from  the  Mississippi,  a  stock  Subscription 
of  $1,000,000  hasbeen  raised,  and  the  work  ofcon- 
struetion  is  progressing  rapidly.  Already,  are  400 
men  at  work  upon  this  portion  of  the  line.  From 
Lyons  to  Iowa  city,  the  capital  of  the  state,  a  dis- 
tance of  76  miles,  the  graduation  is  contracted  to 
be  done  by  the  first  day  of  March  next,  and  the 
road  will  be  completed  to  this  point  as  soon  after 
as  the  rails  can  be  laid,  so  that  in  the  whole  of 
the  coming  year  76  miles  af  this  road  will  be  in 
active  operation. 

Active  measures  are  in  progress  to  raise  the  ne- 
cessary means  for  the  several  divisions  of  the  road 
of  100  miles,  and  we  learn  that  a  stock  subscrip- 
tion of  $700,000  has  already  been  secured.  As 
soon  as  SI, 000,000  are  raised,  the  work  will  be 
commenced  upon  it.  This  division  will  carry  the 
road  to  the  limit  of  the  settlements  that  have  mov- 
ed west  of  the  Mississippi.  There  are,  however, 
extensive  settlement  on  the  Missouri  that  have  gone 
up  that  river,  and  in  a  year  or  two  more,  the  rapid 
immigration  into  the  state  will  unite  these  settle- 
ments, so  that  soon  the  entire  line  of  this  road 
will  be  teeming  with  an  active  and  thrifty  popu- 
lation. 

There  is  probably  no  more  attractive  State  in 
the  Union  than  Iowa.  The  whole  territory  may 
be  said  to  consist  of  a  rolling  prairie,  of  great  fer- 
tility, a  larger  portion  of  it  underlaid  with  coal, 
tolerably  well  wooded.  Fever  and  Ague  are  al- 
most entirely  unknown.  The  "water  is  excellent, 
the  climate  admirable.  It  is  filling  up  with  great 
rapidity,  and  in  the  eastern  portion  of  the  State, 
all  the  elements  necessary  to  furnish  a  lucrative 
traffic  to  a  railroad  exist  in  abundance. 

The  parties  who  have  this  work  in  charge  are 
well  known  for  their  energy  and  capacity.  They 
are  pushing  forward  their  work  with  commendable 
yigor.  The  route  of  the  road  is  an  excellent  one 
>n  a  business  point  of  view.  It  cannot  fail  of  prov- 
ing a  vast  benefit  to  the  State,  and  we  see  no  rea- 
son why  it  should  not  prove  equally  profitable  to 
the  Stockholders 

Although  the  road  is  been  constructed  with  a 
view  to  the  accommodation  of  the  local  traflSc  of 
the  route,  it  is  believed  by  the  parties  having  it  in 
charge,  that  it  will  ultimately  prove  the  trunk  of 


the  great  lines  to  the  Pacific,  through  the  Socth 
Pass.  Chicago,  evidently  mutt  become  the  ter- 
minus of  a  road  to  the  Pacific,  and  the  road  that 
reaches  a  given  point  on  the  Missouri,  or  Platte 
rivers,  in  the  shortest  distance  from  that  city, 
must  be  the  one  selected  as  a  portion  of  the  Paci- 
fic road.  This  advantage  is  claimed  for  this  road 
over  all  rival  projects. 

Th«  Stantstsad  and  Ckambly  Ratlroad, 

The  Sherbrooke  (Canada)  Gazette  says  of  the 
late  railroad  meeting  at  Stanstead  — 

The  business  of  Stanstead  has  for  many  years 
been  almost  exclusively  with  the  State.s ,  and  the 
inhabitants  of  the  country  take  a  much  greater  in- 
terest in  the  southern  than  in  the  northern  exten- 
sion. They  look  upon  the  Stanstead,  Shefibrd 
and  Chambly  Road  a^  the  means  for  procuring 
the  continuation  of  the  Pauumpsic  line.  Were 
this  secured ,  they  would  probably  deem  it  more 
to  their  interest  to  unite  with  the  wealthy  and 
thriving  St.  Lawrence  aud  Atlantic,  than  with  the 
contemplated  road  to  Chambly. 

Appointiu»nt< 

Mr.  George  Burrows  has  been  i^pointed  super- 
intendent of  that  branch  of  the  New  York  Central 
railroad,  heretofore  known  as  the  Rochester, 
Lockport  and  Niagara  Falls  road.     ^; 

CataivUta  Railroads. 

The  workmen  are  now  engaged  in  laying  down 
the  iron  on'  the  Catawissa  road.  The  road  is  near- 
er quite  all  graded  to  Tamaqua,  and  the  bridges 
over  ravines  and  creeks  in  the  Catawissa  valley, 
will  be  completed  this  summer. 


India-Rubber  Railroad  Car 
fe^pring^s,  etc. 

THE  UNITED  STATES  CAR  SPRINO  COMPANY,  hav- 
ing: rompteted  Uieir  ucw  Factor}',  are  raanubcturing  and  fur- 
nisbiiiK  to  Ratiroad  Companies,  and  Car  Builders,  R  UBBER 
SPRINGS  of  the  best  quality  on  the  most  fiivorable  terms. 

Also,  McMulten'a  superior   WHITE  HOSE,  not  only  for 
Railroads,  but  all  other  purposes,  and  of  an}-  siz«  or  thickaees 
required.                                         Offlce  No.  26  Cliff  street, 
Aug.  10, 1868.        3m New  York. 


Drawing^. 

BBLANDOWSKI,  Topographical  and  Oma- 
•  mental  Draughtsman  and  Designer.  Maps 
accurately  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations, fur- 
niture, fences  and  ornamental  foundry  work.  Ar- 
chitectural designs.  Drawingts  from  nature  care- 
fully prepared. 

References.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  comer  of  Franklin  and 
Center  streets.  New  York.  Also  H.  V.  Poor,  Esq., 
Editor  Railroad  Journal,  and  Zerah  Colbom,  As- 
sistant do. 

Address,  care  of  Railroad  Journal,  9  Spruce 
street  New  York. 

BRANDS^    LIQ^UID, 

FOR  DISSOLVING  AND  PREVENTING 

INCRUSTATIONS  IN  STEAM  BOILERS, 

IS  acknowledged  by  all  who  have  used  it,  to  be  the  best  pre- 
ventive ever  introduced  to  the  notice  of  the  public.  It  is  not 
injurious  to  the  Boilers,  even  if  used  in  large  quantities,  aud  is 
now  ill  general  use  in  a  great  part  of  Euroi>u,  on  Railroads  and 
Steamboats,  and  for  Stationary  Boilers. 

By  the  use  of  this  liquid,  old  incmated  boilers,  and  principally 
tubular  boilers,  which  fh>m  tJieir  coDstructioD  arc  in  general  very 
difficult  and  in  some  cases  impossible  to  be  cleaned,  may  be  fVc- 
ed  from  incrustation  in  a  few  days,  and  by  the  continued  use  of 
it  kept  entirely  free  from  any  future  accumulation,  thereby  in- 
creai^og  the  generatioD  of  steaoi,  reducing  the  cocaumption  of 
Aiel  and  dimioishiog  the  danger  of  exploaiona. 

The  proprietors  of  Brands'  Liquid  are  so  conMont  of  the  mer- 
its of  tins  inveotion,  that  thqy  offer  one  bairel  gratu  to  partief 
willing  to  make  a  uiel,  and  to  be  paid  fbr  oo^  la  case  of  vao 

PirectioDS  for  the  use  of  Brands'  Liquid,  with  testimouials,  to- 
gether with  ftill  particulars,  may  be  obtained  iVom  tM  Ageott, 
Mesarc.  BOURaY  tL  ROSDKR, 
Consulting  ard  Mechanical  Eugioeera, 
Aug.  10,  1863.  „.    «W  Broadway,  N.  Y. 


N.  York  and  M.  Haven  R.  K. 

NOTICE  OF.  SUMMER  ARRANGEMENTS, 

Commencing  Mondq^,  May  9, 1663. 


Tiuiiie 
7  A.  M. 


8  A.  M.— 


9.10  A.M 

11.30  A.M. 

300  P  M 

4.00  P.M. 
5.00  P.M. 

6.36  P.M. 
6.30  P.M. 


mOM  SBW  TO»l. 

— Accofcmodaticn  to 
New  Haven 
Eipttte  tor  Bostocx, 

aping  at  Stani- 
and    Bridge- 
port 

—Special  for  Port 
Cheater. 

— AccommodatiOB  for; 
New  Haven 
Express  for  New] 
Haven,  stopping  at 
Stamford,  Norwalk 
and  Bridgeport 

— A  ccomm  odatioD  Ibrl 
New  Havea 

— Express  for  Boaton, 
stopping  at  N.  Ha- 
ven. 

— Commutation  for  N. 
Havetk 

—Special  for  Port 
Cheater. 


TXAira  TO  vsw  Toaa. 
6.30  A.M.— Sj-eclal,  from  Pott 

Che»ter. 
6.00  A.M.— Commutatioo  ftx>oi 

New  Havea 
6.16  A.1C.— AccommodatMote 

New  Havea 
8.16  A.M.— Accotninodatknte 

New  Havea. 
9.36  A  U  — [BzpreM  fhni  N«w 

iHavM,  Stoppfevat 
I  jBriflBVOrt,     Ifor 

'  waft  aod  Stamford. 
1-07  P.M.— Boston  fixpresa, 
I  stopping  at  Bndgo- 

pon,  Norwalk  and 
I  I  Stanford. 

4.00  P.M. ^Special,  from  Port 

Chester. 
100  P.M.— Accommudatkw  fin 

New  HavcD. 
8.80  P.M.— Boston       Szpress, 

atoppm^  at  find^ 

port,  Norwalk  and 

UtamlOrd. 


OEOKOE  W. 
Kae  Haven,  May,  1863. 


WHISTLKK,  Jr.,  8up>t 


SIXTY  MILKS  DISTANCE  SAVED:— OXLY  THZKTY-aiZ 
AND  A  HALP  HOURS  TO  CHICAOO. 

ftUCHiaAN  SOUXHSaN  KAILBOAD  LINI,  carrying  t^ 
Great  We»tem  U.  8  Through  Mail-FOR  CHICAGO  AN© 
ST.  LOUTS,  MILWA.UKBE,  RACINE  KENOSHA,  tod  all 
Ports  00  Lake  Michigaa --Through  from  BuitaJo  to  Monroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  following  magolflceDt  and  unequalled  steamers  from  the 
line  between  Bufftlo  and  Monroe  ' 

EMPIRE  STATE.  J.  WtLSON,  Commander,  leavM  BuflUo 
Motxlays  and  Thiirsdavs. 

SOUTHERN  MICHIGAN,  A.  D.  PibKins,  Commaixler, 
leaves  Bul&k>  Tuesdays  and  Fridays. 

NORTHERN  INDIANA,  I.  T.  Pheatt,  Commander,  lessee 
BuOalo  WednesdayH  and  Saturdays. 

One  of  the  above  splendid  steamers  will  leave  the  Btichigan 
Southern  Railroad  Line  Dock,  at  9  o'ctock,  P.  M.  every  day, 
(except  Sundays)  and  run  direct  through  to  Mooroe  wittaou* 
landing,  in  14  houn,  where  the  Ligbtniag  Sxpreas  Train  will  be 
in  waiting  to  take  passengers  direct  to  Ctiicago  io  8  iioura  ,  at 
riving  nest  evening  after  leaving  Bul&lo. 

THE  LAKE  SHORE  RAILROAD 
PUIS  in  connection  vriib  this  line,  fonuing  the  only  continuoiv  line 
of  Railroad  to  Chicago  and  the  Illinois  River. 

For  Through  Tickuta,  by  New  York  and  Erie  and  BuOUo  an<l 
New- York  City  Railroad  via  Buflalo,  or  by  the  Peqple'a  Line  o< 
Steamboats,  Hudvm  River  Railroad  via  AJb|Lr\>  and  BuflUo,  ap 
ply  to 

JOHN  F.  PORTER,Agent, 
No.  193  Broadway,  comer  De> -st,  N.  T. 

GREAT   MTBSTERN  MAIL.   LIHE— SIXTY 
MILES  DISTANCE  SAVED,  by  taking  tbo  MICHIGAN 
SOUTHERN  AND  NORTHERN  INDIANA   RAILROAD.— 

Through  tickets  for  Chicago,  St.  Louis,  Milwaukee,  Racine,  Ken- 
osha, Waukegan,  and  Sheboygen,  by  New  York  and  Ene  Rail- 
road via  Dunkirk^  and  Buffalo  and  New  York  City  Railroad  ; 
People's  Line  of  Steamboats,  Hudson  River  Railroad.  \-ia  Buf- 
falo, connectuij;  at  Buffalo  with  the  splendid  Meamers  EMPIRE 
STATE,  J.  WiLSOS  Commander,  Mondays  and  Thorsdaya 
SOUTHERN  MICHIGAN,  D.  PaaxiKS,  Commander,  Wed- 
nesdays and  Saturdays;  NORTHERN  INDIANA,  I.  T.  PebaTT, 
Commander,  Tuesdays  and  Fridays ;  leaving  Buralo  every  ere- 
ning  (Sundays  expepted.)  These  steamers  are  low  preaaore, 
buillt  expressly  for  the  Lake  trade,  and  tot  finish,  speed,  strength 
and  safety,  have  no  superiors  anywhere. 

The  coonections  with  the  Express  Trains  at  Toledo  and  Moo- 
roe, for  Chicago  and  St  Louis,  are  perfect,  and  can  be  relied 
upm. 

Forty  hours  from  New  York  to  Chicago.  Time  and  money 
saved  by  taking  this  Line. 

Passengers  preferring  it,  can  take  the  Lake  Shore  Biftmd  to 
Toledo,  the  Michigan  Southern  and  Northern  Indiana  RaHraad 
to  Chk^a|o,  thence  by  the  Rock  Island  Raihwid  to  La  Salte, 
forming  the  only  continuous  line  of  Raih-oad  to  the  Illinois  river. 

For  through  tickets  or  ft-eigfat  apply  to 
JOHN  F.  PORTER,  Agent,  193  Broadway,  oor.  Dey  at 


Aiew  York  and  Erie  It.  K. 


m 


PASSENGER  TRAINS 
k)ave  Pier  foot  of  Duane  street, 
"*  follows,  vu;- 


Dat  Expribs,  at  6  a.  m.  for  Buflkk)  dii«ct,  over  the  N.  Y. 
and  E.  R.  R.,  and  the  Bu8ak>  and  N.  York  City  R.  R.,  without 
change  of  baggage  or  cars  ,  and  also  for  Dunkirk. 

Mail,  at  8  a.m.  for  Dunluifc  and  BuflUo,  and  ail  intemiediate 
stations.  Passengers  by  tliis  train  will  remaki  o\er  night  at  anj 
station  between  Sus^juehanna  and  Cloming,  and  proceed  the  next 
morning. 

AccoiuiODATioii,  at  12X  p.m.  for  Delaware  and  an  interme 
diate  Btatiooe. 

Vat,  at  3S'  P-tn.  for  Delaware  and  all  intermediate  ■tatiooi' 

NiOHT  ExPBCas,  at  ft  p.  m.  for  Dunkirk  aad  BuflUa 

Emigiulmt,  at  7  p.m.  for  Dunkirk  and  all  intermediate  atationa. 

On  Sundays  only  one  Express  Train— at  6  p.m. 

The  Express  Trains  connect  at  Dunkirk  with  Uie  Lake  Shoi« 
Railroad  for  Cleveland,  Cincinnati,  Chicago,  etc.  and  at  Buflaki 
with  first  class  splendid  steamers  for  Cleveland,  Sandusky  Toie 
do,  Detroit  and  Cbk^ago. 

OHAS.  MUiOT,  Sup>t 
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Notice  to  Contraetors. 


PROPOSALS  for  the  Grading,  Maionry  and 
Bridging  of  portions  of  the  Girar(  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Jonrnal  Office,  New  York,  on  the  Ist  <f  October 
oejct. 

Plans,  Profiles  and  other  required  ir  formation 
will  be  furnished  at  that  time.  The  em  ire  length 
of  the  road  is  225  miles;  commencing  it  Girard, 
in  Russell  County,  on  the  west  bank  of  the  Chat- 
tahirchu  river,  opposite  Columbus,  Qa.,  and  run- 
ning to  Mobile,  52  miles  south  of  Qirarcj ,  is  under 
contract,  23  miles  nearly  complete.  Tl  e  amount 
of  subecription  up  to  date  is  $2,766,000  The  pro- 
bable cost  of  the  road  is  $4,000,000. 

That  portion  of  the  line  between  Oree  iville  and 
Mobile  (115  miles)  will  be  placed  unde  contract 
as  soon  as  the  Mobile  subscription  of  ||l  ,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President 

GEO.  S.  RDNEY,  Chief  Engineer. 

Chrard  Railroad  Office,  Qth  July,  1^53. 


To  Contractors. 


SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  Chesapeak  and  Delawire  Canal 
Company,  No.  64>^  Walnut  street,  Phiadelphia, 
until  the  16th  day  of  September  next,  for  the  con- 
struction of  the  NEW  LOCKS  to  be  male  on  the 
Chesapeake  and  Delaware  canal.  Plana  and  spe- 
cifications for  said  Locks  will  be  exhibit  sd  at  the 
office  of  the  Company  on  and  after  tlje  8th  of 
September. 


GI 


ANDREW  C. 
President  Ches.  and  Del.  Cahal  Co. 


i<iTHo«RAPinr. 


-QUBLIBHXKS,  OivU  XncioMn, 


X^   quirtncLitboenplM,  pislnor  iBMlon,  eaa4i|aai«a 
hlcfa  flniatior  thair  dwigns,  akioc  with  pramptaHS  « 1 4Mi*l 

DATIP  OHIIJiAl, 


May  lat,  186S. 


MSoathSrd 


towt 


SIMJSON  DRAPER,  No.  46  Pine-at.,  offers  for  ul  5,  a  variety 
of  RAILROAD  BONDS  and  STOCKS  ;  also  ClfY,  TOWN 
and  COUNTY  BONDS,  among  which  are— 
.'  lat  Mortgage  Convertible  Bonds : 

Pi  tjftMe  in 
T  per  «.— Buffalo,  Corning  and  New  York 

R.  E.  .  .  .  . NewJYork.  IMT 

T  per  ct — Western  Vermont  R.  E 

T  per  ct. — Columbus,  Piqua  and  Indiana.  .  . 

7  per  ct— Catawissa,  Williamsport  and  Erie. 

8  per  Ot. — Pooria  and  Oquawka 

0  perct. — Maysville  and  Lexington. 

6  per  ct. — Dauphin  and  Susquehanna  Coal  Co. 
let  Mortgage  Bonds : 

7  per  ct. — Coming  Ik.  Blossburg 

7  per  ct— Buffalo  and  New  York  City 

7  per  ct— Mansfleld  and  Sandusky 

7  per  ct— Toledo,  Norwalk  and  Cleveland.  . 

7  per  ct— "Vermont  Valley 

7  per  ct— New  Jcnsey  Central 

7  per  ct — Brunswick  Canal  Co 

7  perct— Troy  and  Bennington Troy 

Alao,  second  Mortgage  bondu  of  many  of  the  above  wmpanies, 
and— 

7  per  ct— Saratoga  and  Washington  R.  E.New 
7  per  ct — Troy  and  Bo«ton,  ' 


AY, 


1801-71 
1862 
1867 
1863 
1870 
1877 

187S 
1866 
1860 
1861 
1861 
1860-70 
1867 
K.Y.  1862 


York,  1862 
1864 


7  per  ct— Muscogee  Railroad Sava  inah,  1862 

7  per  ct— Huron  and  Oxford New  York,  1862 

10  per  ct— Mansfield  and  Sandusky  R.  R.  Co.       '       1856-57 
7  per  ct— Township  of  Portland,  Ohio.  ...        '  1862 

7  perct — City  ofDayton,  Ohio,  guaranteed  by 

Mad  River  R.  R. •  1861 

10  per  ct— City  of  Keokuk,  Iowa Ke  >kuk,  1863 

7  per  ct— Town  of  Huron,  Erie  county,  Ohio.    Hi  ron,    1861 

7  perct— Town  of  Newark,  O New  ITork,  1860 

7  per  ct— City  of  Sandusky,  convertible  into 

Junction  R.  R.  Stock '  1866 

7  per  ct— SUte  of  California. '1      1862-72 

7  per  ct — Mortgage   bonds  e(  the  Atlantic 

Steamship  Ca *1  IMS 

12  per  ct — Improvement  Scrip  of  the  State  of 
Wisconsin    for   improvement  of 

Fox  Rivor 't  18Ca 

Rutland  and  Whitehall  Stock,  with  guarantee  of  p  per  cent, 
dividend  by  Saratoga  and  Waabingtoo  Eailroad. 
Stock  in  the  Western  Vermont  R.  R.  Co. 
Stock  in  the  Mad  River  R.  R.  Co. 
j  Stock  in  the  Buffalo,  Coming  and  New  Yorl  R.  E.  Co. 

titock  in  the  Mansfield  and  Sandusky  E.  E.  Co. 
itock  in  the  New  York  and  Virginia  Mail  Steamship 
!  Company,  paying  20  per  cent  dividends. 


LMflh  of  ipu,  aaytiuac  tkut  tf  I,IN  fMt  witk  fn- 
hut  suety  for  •vary  kuM  af  travaL  Th«  tbav*  rat 
rsprsMBta  a  Weodaa  Bh4f  a  witk  a  r««f  Tka  arraaca- 
■eat  for  tha  Iraa  Briif  ia  snak  as  ta  avaid  all  the 
kad  eficta  of  ekaaf  aa  oiTaamratara.  For  a  foil  de»- 
aripdao,  aea  MmpCleta ;  fbt  raitkar  iafoimatioB,  rea- 
lodala,  nf  kta,  5ca..  apply,  br  letter  or  other- 
Aiaa  warn,  ar  JoaaoA  P.  Taana,  Pro- 

<Mk*  MM  daw  ta  IM  AdK 


Notice  to  Coiitraetors. 


JEFFERSONVILLE  RAILROAD. 

SEALED  Proposals  will  be  received  attheofiSce 
of  the  Company  at  JeiTersonville,  Indiana,  un- 
til 10  o'clock,  A.  M.,  on  Wednesdajr,  the  7th  day 
September,  1863,  for  the  clearing,  grading  and 
bridging  the  road  between  Edinburg  and  Indiana- 
polis. 

Proposals  may  be  made  for  sections,  divisiona, 
or  the  entire  line,  about  30  miles,  payable  in, the 
7  per  cent  mortgage  bonds  of  the  Company  or  pai . 
bonds  and  part  cash,  and  also  for  payments  entire 
ly  in  cash. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgement  will  best  secnic 
the  prompt  construction  of  the  road,  and  to  reject 
all,  if  none  are  satisfactory. 

The  route  traverses  a  fertile  country,  Aimishin^ 
abundant  supplies  of  all  kinds,  and  the  line  is  easy 
of  access  at  all  points. 

Bidders  will  please  give  their  post  office  ad- 
dress. 

WILLIAM  G.  ARMSTRONG,  President 

Jefiersonville,  July  9, 1863. 

Notice  to  Contractors. 


THE  UNDERSIGNED  will  receive  proposals,  at 
the  railroad  office  in  Indianapolis,  to  construct 
the  £  vansvillc,  In^ianapolis,and  Cleveland  Straight 
Line  Railroad  from  Evansville  to  Indlanap<^s 
The  proposals  will  be  for  the  whole  line,  150  miles, 
more  or  less,  or  for  either  of  the  three  sections  ol 
about  60  miles  each.  First  from  Evansville  to  the 
crossings  of  the  Ohio,  and  Mississippi  railroad  in 
Davise's  Co., ;  second,  from  that  point  to  Spen- 
cer, Owen  county ;  Third,  From  that  point  to  In- 
dianapolis. The  bid  will  be  for  the  whole  work  the 
com>any  finding  the  iron,  chairs,  and  spikes),  up  to 
the  rolling  machinery,  or  for  the  earth  and  rock- 
work  alone.  The  proposal  will  state  what  part  oi 
the  pay  will  be  received  in  real  estate,  bonds,  and 
stock  of  the  company. 

0.  H.  SMITH,  President. 
WiLLARD  Carpenter,   Vice  President.    . 
Augt.  13,  1863. 

Railroad  Spikes. 

THE  Subscribers  aro  manufkctunng  Railroad  Spikes  with 
Swktt's  Patent  Improved  Machines;  and  are  prepared 
to  execute  orders  for  any  quantity,  on  the  most  favorable  term^• 
These  Spikes  arc  made  of  the  best  quality  of  iron,  and,  for  shape 
and  finish,  are  superior  to  any  others.  Railroad  companies  and 
others  in  wont,  are  respectAilly  solicited  to  order  a  sample  be 
fore  purchasing  elsewhere.  All  orders  will  receive  prompt  at 
tention.  SWETT,  ELLIOT  &  CO 

Pittsburgh,  Pa.,  August  26,  1853. 


OFFICE  CINCINNATI,  HAMILTON  and  DAY- 
TON Railroad  Company. — Cincinnati,  Aug 
9th,  1853. — The  directors  of  this  company  have 
this  day  declared  a  dividend  of  five  per  cent,  on 
their  capital  stock,  payable  to  the  stockholders  re- 
gistered in  Cincinnati  on  demand,  and  to  those  re- 
gistered in  New  York,  on  and  after  the  26th  inst. , 
at  the  office  of  the  Ohio  Life  Insurance  and  Trust. 
Company,  in  New  York. 

Im.  FRANK  S.  BOND,  Secy. 


Book  and  Job  Printing. 
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Are  -wre  Building  too  maajr  Railroads  f 

In  the  last  number  of  the  Journal,  we  discusse<l 
at  some  length,  the  prospective  calls  of  our  rail- 
road companies,  and  the  means  of  our  people  to 
meet  them.  Since  then  we  have  examined  this 
subject  somewhat  more  critically,  and  we  find  that 
the  projects  now  before  the  public,  embracing 
such  of  our  roads  in  operation  as  will  require  more 
money  to  complete  their  improvements,  will,  dur- 
ing the  present  and  coming  year,  call  for  loans  ful- 
ly equ»l  to  $200,000,000  !  This  sum  is  in  addition 
to  stork  subscriptions,  though  it  is  intended  to  em- 
brace the  stock  subscribed  by  corporations  of  va- 
rious kinds,  which  are  usually  paid  for  by  the  sale 
of  the  credits  of  such  corporations. 

Having  stated  the  probable  amount  of  loans 
that  will  be  attempted  to  be  negotiated,  the  pub- 
lic must  judge  to  what  extent  this  can  be  done. 
It  will  also  be  well  to  consider  what  consequences 
will  result  provided  a  considerable  number  of  our 

•  % 


companies  should  fail  in  their  attempts  to  supply 
their  necessities  by  borroicing. 

We  are  satisfied  that  money  cannot  be  had  As 
fast  as  called  for  to  carrj*  out  all  our  projects. — 
With  all  we  are  receiving  from  abroad,  our  peo- 
ple cannot  lend  S100,000,000  a  year  to  our  rail- 
roads. These  arc  our  convictions.  It  must  be 
borne  in  mind  that  while  our  railroads  are  making 
such  progress,  innumerable  enterj'rizes  of  a  difler- 
ent  character  are  brought  for\^'ard,  and  which  pre- 
sent equal  attractions,  and  arc  as  clamorous  for 
money  as  are  our  railroads.  Were  the  opportuni 
ties  for  investment  fewer,  or  were  capital  in  this 
country  more  concentrated,  as  it  is  in  England,  for 
instance,  we  might  perhaps  carry  forward  simul- 
taneously all  our  schemes.  But  such  not  being 
the  case,  we  must  make  a  compromise  between 
all  the  projects  presented,  and  take  such  as  offer 
the  greatest  attractions. 

We  are  satisfied  from  reasons  draw  n  from  exiieri- 
ence  in  railroad  construction,  that  n>oney  is  going 
to  be  light  for  these  projects  for  some  time  to 
come.  Wherever  an  uncommon  effort  is  made,  a 
|Corresi>onding  repase,  or  rest,  is  demanded.  This 
lis  a  natural-  law.  We  have  made  an  uncommon, 
a  t roncnfhii s  effort,  to  build  ourroatis.  Ever}'  ar- 
gument and  every  a|)p1iancc  has  l)een  made  use  of, 
to  enlist  the  sympathies  and  support  of  our  peo- 
ple, and  to  get  their  money.  Now  under  all  the 
inducements  held  out,  is  it  reasonable  to  suppose, 
that  their  money  has  been  expended /as/cr  than  it 
has  been  replaced  by  their  earnings  ?  In  oth^r 
words,  our  people  have  been  in  resting  their  sur- 
plus capital,  consequently  they  have  it  not  in  hand 
for  new  projects.  There  future  subscriptions  to 
the  stock  and  bonds  of  new  works  must,  to  a  con- 
siderable extent  be  made  from  accumulations  ol 
I 

new  earnings,  requiring  greater  or  less  time.  In 
the  mean  time,  from  the  extent  of  our  operations, 
money  is  going  to  be  in  active  demand,  and  will 
command  high  rates.  The  whole  country  may  de- 
rive an  useful  lesson  from  the  experience  of  the 
people  of  Massachusetts  in  this  very  matter.  The 
railroad  mania  that  prevailed  in  that  State  a  few 
years  since,  caused  to  be  invested  in  its  railroads, 
a  very  considerable  portion  of  the  monied  capital 
of  its  people.  Not  only  was  Boston,  but  every 
village  in  the  State,  exhausted.  All  the  money 
hoarded  by  petty  capitalists,  by  farmers,  by  me- 


chanics, and  by  professional  men,  was  drawn  fVom 
its  hiding  places  by  the  tempting  offers  of  railroad 
companies.  While  the  work  ot^  construction  was 
going  on,  and  the  money  was  beitig  spent,  no  parti- 
cular inconvenience  was  felt  by  the  immense  ex- 
penditures. It  stimulated  eveiy  branch  of  busi- 
ness, and  created  an  apparent  jprosperity,  which 
was  attributed  to  the  influence  of  railroads.  Soon 
however,  a  cliange  came  over  this  apparently 
prosperous  state  of  affairs.  It  V:»»  found  that  in 
the  heat  of  the  moment,  too  grOat  a  proportion  of 
the  capital  ol'  the  State  had  l>een  invested  in  rail- 
roads, .and  that  not  enough  ha^  been  reserved  to 
carry  on  easily  and  economically'  the  ordinary  bu- 
siness operations  of  the  community.  Money  be- 
came in  active  demand,  and  remained  so  a  num- 
ber of  years.  The  ordinary  int4erests  of  the  com- 
munity suffered  in  a  corrcspondini,'  degree.  The 
market  valfee  of  property  depreciated,  and  a  gen- 
eral depression  affected,  unfavorably,  the  value  of 
those  investments  which  caused  it.  The  only 
remedy  for  these  evils  was  to'  supply  the  hiatus 
created  in  the  capital  of  the  State  by  nne  earn- 
ings, a  process  requiring  time,  and  during  which, 
numerous  sacrifices  were  submitted  to,  and  a  gen- 
ral  langor  prevailed  in  every; industrial  interest 
throughout  th«  State.  In  other  words,  the  peo- 
ple went  beyond  th<*ir  m«'.ins.  artd  suftered  the  nat- 
ural consequences. 

Now  we  admit  that  the  cases  cited  are  not  par- 
pallel  in  many  resftects ;  consequently  some  qual- 
ification is  necessary  in  reasoning  from  one  to  the 
other.  Railroads  cost  more  in  Ma8.sacbusetts  than 
in  any  other  State.  Numerous  and  very  expen- 
sive covipcUng  roads  were  biiilt.  The  compara- 
tively small  saving  eftected  by  these  roads,  in 
transportation  and  travel,  required  a  long  time  for 
them  to  return  their  original  outlay.  It  is  well 
known,  too,  that  the  New  Eqgland  roads  which 
depend  upon  agriculture  for  their  local  business 
have  generally  proved  unprofittfJbk.  The  reverse 
is  the  case  with  the  roads  of  t^e  States  lying  to 
the  south  and  west.  AgncultUte  in  New  England 
furnishes  scarcely  anything  for  export ;  every  lit 
tie  community,  consuming  all  that  it  raised. 
.  The  Western  roads  in  the  other  hands  find  full 
and  profitable  employment  in  carrying  to  the 
consumer.  Ihe  vast  surplus  of  the  regions  they  tra- 
verse and  in  a  very   short  time,  reimburse   their 
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first  cost.  Bui  tliis  fact  dous  not  rei  ider  it  im- 
possible for  our  people  to  go  beyond  o  ir  means  in 
their  construction,  or  to  incur  to  some  extent  the 
consequences  that  follow  their  over  C'  tastructions 
in  New  England. 

We  may  not  construct  those  that  ard  7iot  needed 
and  may  not  be  useful,  but  we  may  pi  ace  an  un 
due  proportion  of  our  means  in  then  .  In  such 
cases  an  over  effort  must  be  followed  bra  season 
of  rest  in  which  to  recruit  our  exhaust  ;d  strength. 
That  our  people  will  feel  the  need  of  tl  is  rest,  and 
will  take  it,  we  feel  certain.  We  are  equLly  satisfied 
that  the  calls  of  our  companies  in  operation  will 
exert  a  much  stronger  tendency  in  pos  .poning  the 
claims  of  new  works  than  at  any  form«  r  period. 

It  appears  to  us  that  ordinary  exper  encc  leads 
to  such  a  conclusion.  Every  kind  of  I  usiness  has 
its  periods  of  progress  and  retrocession ,  as  regular 
as  are  the  ebb,  and  (low  of  the  tide.  0  ir  railroads 
have  a  long  time  been  moving  forwan .  upon  the 
^ood  of  the  tide.  We  must  sooner  or  1  iter  to  see 
an  ebb. 

With  these  views,  we  do  not  design  1  o  intimate 
the  idea  that  our  people  are  not  goin^r  o  continue 
the  rapid  construction  of  new  works ;  n  >r  that  our 
roads  in  operation  are  not  going  to  be  profitable. 
When  we  shall  have  30,000  miles  of  ra  ilroad,  the 
necessity  for  the  construction  of  netr  w<  rks  will  be 
as  strongly  felt  as  at  the  present  time.  We  have 
in  fact  only  commenced  their  construction.  We 
have,  too,  as  much  confidence  as  any  reasonable 
man  can  have,  in  their  success.  We  b(  lieve,  too, 
that  numerous  lines,  not  yet  underta  Len,  would 
pay,  provided  the  means  for  their  cc  nstruction 
could  be  obtained.  Were  an  issue  n  ised  upon 
these  points,  we  should  take  the  aflirn  lative.  It 
is  the  probable  lack  of  capital  to  me(  t  the  de- 
mand that  we  wish  to  insist  upon,  a  id  to  urge 
upon  companies  the  necessity  of  proce  iding  with 
great  caution,  and  not  incur  liabilities  vhich  they 
cannot  see  their  way  clear  to  meet. 

We  believe  that  companies  who  have  had  their 
work  in  progress  for  a  considerable  leng  ,h  of  time, 
to  be  in  a  generally  sound  condition.  Ve  do  not 
anticipate  any  state  of  things  that  shall  render  it 
difficult  for  any  one  in  good  condition  a  the  start, 
to  carry  out  their  plans.  The  idea  of  ai  ly  general 
embarrassment  is  without  good  founda  ion.  Our 
whole  system  will  continue  to  move  for  vard  with 
regularly  increased  strength.  We  may  in  fact  bo 
makitig  the  most  rapid,  when  we  are  m  iking  the 
least  apparent,  jirogress.  Neither  do  ive  regard 
the  present  stringency  in  the  money  ma  ket  as  an 
evil.    We  need  such,  as  checks  to  e:  cesses  to 

which  we  are  liable.  They  indicate  at  short  i>e- 
riods  the  te'ndr/i/:ics  o{  any  course  we  mjy  be  pur- 
suing, and  enable  us  to  correct  our  mista  ces,  with- 
oiit  sutt'ering  any  serious  consequences  ti  om  them. 


Rutland  and  Ogdensbnrff  Rall!-oad. 

.  Henry  M.  Holbrook  has  been  chosen  treasurer 
of  the  Ogdensburg  railroad,  vice  Wm.  p?.  Eustis, 
resigned. 

I  Geo.  M.  Dexter,  treasurer  of  the  Verihont  Cen 
tral  railroad  has  tendered  his  resignati  )n  to  the 
directors  ;  iind  Henry  M  Holbrook  is  ta  ked  of  As 
his  succersor. 

I      The  Rutland  railroad  will  still  retain  ib  present 
excellent  and  efficient  treasurer,  Peter  1  iarvey 

These  three  roads  are  embraced  in  th^  contem- 
plated plan  of  consoUdation. 


ht.  Louis  HuU  Iron  Alouutain  Uallroadt 

We  briefly  alluded  to  this  work  in  our  last  num- 
ber. We  now  give  in  full  the  report  of  the  com- 
mittee appointed  to  prepare  a  memorial  addressed 
to  the  voters  of  the  city,  upon  the  subject  of  the 
proposed  subscription  of  S600,000  to  the  stock  of 
the  road  which  has  been  since  made,  by  a  vote  of 
1094  to  14.  The  road  is  one  of  the  most  impor- 
tant in  Missouri,  or  in  the  country.  It  is  as  fol- 
lows: .'    , 

At  a  meeting  of  the  Board  of  Directors  of  the 
St.  Louis  and  Iron  Mountain  railroad  compipiy, 
held  on  the  14th  August,  the  undersigned  were  ap- 
pointed a  committee  to  solicit  from  the  city  of  St. 
Louis  a  subscription  of  iivu  thousand  ithara»  to  Uie 
stock  of  said  company  ,  the  directors  believing 
with  this  sum  added  to  the  subscriptions  already 
obtained,  they  could  put  the  whole  road  under 
contract,  and  provide  for  its  completion  at  an  ear- 
ly day. 

The  engineers  in  the  employ  of  the  company, 
have  lately  completed  the  preliminary  surveys  for 
the  road,  in  which  thorough  examinations  were 
made  of  all  the  routes  claimed  to  be  practicable  ; 
and  the  one  selected  is  a  great  improvement  upon 
the  line  first  reported  upon — being  2  64-100  miles 
shorter,  with  five  feet  to  the  mile  less  grade,  com- 
ing north  with  less  curvature,  and  a  saving  of 
seven  bridges;  which  in  view  of  the  character  and 
quantity  of  the  freight  to  be  transported  over  this 
road,  becomes  an  important  consideration. 

There  are  now  two  parties  engaged  in  a  detail 
survey  necessary  to  an  accurate  location  of  the 
route,  and  to  enable  correct  estimates  for  con- 
struction to  be  made,  and  if  sufficient  means  can 
be  obtained  to  justify  the  company,  they  expect 
to  put  the  road  under  contract  within  a  few  weeks. 

The  speedy  completion  of  this  road  is  impor- 
tant to  St.  Louis — indeed,  to  the  whole  State  of 
Missouri.  Five-sixths  of  the  iron  sold  in  this  mar- 
ket is  brought  here  from  Pittsburgh,  Wheeling 
and  other  distant  points ;  and  more  than  one  mil- 
lion five  hundred  thousand  dollars  are  sent  annu- 
ally from  St.  Louis  to  pay  for  iron  and  nails  sold 
here,  besides  the  cost  of  pig  metal  used  by  our 
foundries.  By  constructing  this  road  to  the  Iron 
Mountain  and  Pilot  Knob,  rolling  mills  and  nail 
factories  would  soon  be  built  up  in  our  city,  and 
the  foreign  articles  driven  out  by  the  manufacture 
of  belter  iron  at  home. 

These  manufactures  would  add  to  our  wealth, 
and  greatly  increase  our  population.  Look  at 
Pittsburg.  More  than  50,000  of  the  population  of 
that  city  and  her  suburbs  are  supported  from  the 
manufacture  of  iron,  and  the  annual  products 
amounts  to  millions.  In  Cincinnati  about  5000 
men  are  employed  in  the  manufacture  of  iron,  and 
more  than  20,000  of  her  population  are  supported 
from  that  source  alone. 

We  have  thus  briefly  alluded  to  our  sister  cities 
in  order  to  practically  illustrate  what  St.  Louis 
may  justly  expect  wheu  the  rich  ores  of  Missouri 
are  brought  within  her  reach. 

With  a  geographical  location  unsurpa-ssed  by 

any  inland  city  in  the  world — centrally  located  in 
the  Valley  of  the  Mississippi — possessing  many 
important  natural  channels  of  communication  with 
every  part  of  this  valley — with  inexhaustible 
masses  of  the  richest  ore  in  her  vicinity,  St.  Louis 
has  but  to  arouse  herself  with  energy  to  become 
the  most  important  iron  mart  of  America.  She 
can  not  only  put  a  stop  to  the  large  importation 
of  iron,  nails  and  castings,  which  is  now  necessary 
to  supply  our  wants,  but  can  successfully  compete 
with  our  sister  cities  in  supplying  the  markets  of 
the  south  and  west. 

Within  the  next  four  months  we  shall  be  in  the 
daily  receipt  of  coal  from  the  Illinois  Bluffs  by 
three  difi'erent  railroads.  And  in  18  months  we 
can  have  the  Canal  coal  from  the  Osage,  brought 
here  by  the  Pacitlc  railroad. 

With  these  assurances  of  an  abundance  of  fuel, 
we  only  need  the  iron  to  give  a  new  impulse  to  the 
iron  manufacturing  interest  of  our  city. 

By  the  construction  of  the  road  to  the  Iron 


Mountain  and  Pilot  Knob,  we  can  obtain  the  rich 
ores  of  that  region  at  a  price  that  will  defy  com 
petition,  «nd  in  quantities  that  almost  defy  com- 
putatioiL 

From  an  estifnafe  made  by  oae  of  the  engineers 
eogaged  io  surveying  the  road,  it  appears  that 
there  is  ore  enough  in  the  Iron  Mountain  above 
the  level  of  its  base,  to  make  one  hundred  and  five 
millions  tons  of  i(on.  4.ud  the  Pilot  Knob  and 
Shepherd's  Mountain,  and  the  adjacent  bank^ 
would  probably  furnish  a  still  greater  quantity.- 
So  that,  within  eighty  miles  of  St.  Louis,  and  with- 
in a  space  of  seven  miles,  we  have  iron  enough  u> 
supply  the  world  for  centuries  to  come,  without 
descending  below  the  base  of  tho.se  mountains. 

The  quality  of  these  ores  is  well  known.  For 
the  manufacture  of  steel  and  for  all  malleable  pur- 
poses, they  have  no  superior.  It  is  just  what  we 
need  at  this  time  for  our  own  railroads. 

But  before  this  iron  can  be  brought  into  exten- 
sive use — before  iron  manufactures  can  be  built 
up  in  our  city,  increasing  our  industrial  popula- 
tion, adding  to  our  wealth,  and  securing  to  us  our 
"  boasted  destiny"  as  a  commercial  metropolis, 
we  must  have  the  railroad  to  transport  the  ore  to 
our  city.  In  this  opinion  every  one  concurs  ;  and 
every  day's  delay  in  the  construction  of  this  road, 
delavs  the  commencement  of  a  new  era  in  the 
prosperity  of  St.  Louis. 

Build  this  road,  and  rolling  mills,  nail  factories 
and  loundries  would  soon  spring  up  and  find  con- 
stant employment  in  supplying  our  home  market. 
These  rolling  mills  would  not  be  confined  to  the 
making  of  assorted  bar  iron,  boilerplate,  etc.,  but 
another  and  important  branch  of  the  manufacture 
would  be  added,  to  wit :  the  making  of  railroad 
iron. 

It  will  require  for  the  completion  of  the  Pacific 
railroad  to  Kansas,  and  the  southwest  branch, 
sixty  thousand  tons  of  rails ;  for  the  North  Mis- 
souri road  thirty  thousand  tons,  and  for  the  Iron 
Mountain  road  ten  thousand  tons — making  an  ag- 
gregate of  one  hundred  thousand  tons,  and  costing 
at  present  prices,  over  seven  millions  of  dollars. 

We  ask,  shall  this  money  be  sent  to  England  to 
buy  an  inferior  article,  or  shall  it  be  retained  to 
enrich  St.  Louis  and  develop  the  resources  of  our 
own  State "?  But  the  manufacture  of  railroad  iron 
will  not  stop  with  the  completion  of  the  above 
named  roads.  The  road  to  the  Pacific  must  be 
built.  Allowing  the  distance  to  be  two  thousand 
miles,  and  that  it  will  take  one  hundred  tons  of 
iron  per  mile,  it  will  require  two  hundred  thousand 
tons  for  that  road  alone — costing  at  present  rates, 
over  fourteen  millions  of  dollars,  and  the  making 
of  this  iron  would  give  constant  employment  to 
three  rolling  mills  for  seven  years. 

The  manufacture  of  railroad  iron  at  this  point 
in  sufficient  quantities,  would  be  one  of  the  strong- 
est arguments  in  support  of  our  claims  to  the  start- 
ing point  in  the  road  to  California,  that  we  could 
ofler.  Let  it  be  announced  that  St.  Louis  is  pre- 
pared to  furnish  the  rails  for  this  road  as  fast  as 
the  road  is  graded — rails  of  superior  quality,  made 
from  the  "  famed"  Missouri  iron,  and  it  will  give 
US  advantages  that  cannot  be  overcome  by  the  in- 
fluence of  conventions. 

Other  roads  are  contemplated  all  around  us,  in- 
cluding the  continuation  of  the  Iron  Mountain 
road  to  Little  Rock  and  Fulton,  and  Ihence  to  N. 
Orleans.  And  a  few  years  will  increase  the  de- 
mand for  iron  to  an  extent  beyond  our  most  san- 
guine expectations.  St.  Louis,  if  true  to  herself, 
will  reap  the  benefits. 

There  are  now  parties  ready  and  anxious  to 
commence  the  manufacture  of  railroad  iron  in  this 
city,  but  deem  the  completion  of  the  road  neces- 
sary to  ensure  success.  Others  are  more  confi- 
dent and  propose  commencing  to  build  at  once  if 
the  road  is  to  be  constructed.  And  we  have  good 
reason  to  believe  that  if  we  put  our  road  under 
contract  this  fall,  we  shall  be  able  to  contract  for 
all  the  rail  to  be  manuliwtured  in  St  Louis,  and 
of  Missouri  iron. 

The  road  and  its  equipments  will  cost  at  the 
present  high  prices,  about  three  millions  of  dollars. 
We  have  about  $800,000  of  the  stock  subscribed. 
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If  the  city  of  St.  Louis  takes  a  half  a  millioQ  dol- 
lars of  stock,  it  will  give  us  tbirteeD  hundred  tbou- 
saod  dollars.  And  we  expect  lo  obtain  from  the 
city  of  Carondelet,  and  individuals,  one  hundred 
thousand  dollars  more.  With  this  amount  we 
shall  be  able  to  dispose  of  stock  and  the  bonds  of 
the  company  in  other  markets,  to  an  amount  suf- 
ficient to  complete  the  road. 

The  estimate  of  the  engineer,  makes  the  road 
when  built,  pay  over  seven  per  cent,  and  these  es- 
timates of  business  were  only  intended  to  show  a 
seven  per  cent  stock,  and  are  too  low,  both  as  re- 
gards freight  and  passengers,  only  allowing  60,000 
tons  of  metal  and  ore,  and  16,000  tons  o  Igranite 
and  marble  pe.'  annum — and  other  articles  in  a 
Uke  ratio. 

The  granite  near  the  Iron  Mountain  is  of  a  su- 
perior quality  and  beauty;  and  it  is  believied  that 
the  opening  of  the  road  will  bringit  intoextensive  use 
in  our  city  not  only  for  building  purposes  but  for 
paving  our  streets.  The  expense  for  the  latter  will 
only  be  that  of  quarrying  and  transportation. 

This  road  when  built,  will  bring  to  our  market 
not  only  the  pig  metal  and  blooms  made  at  the 
points  named,  but  will  bring  all  the  ore  needed  for 
manufacturing  here  as  well  as  for  shipment  to  other 
points — and  this  last  will  become  an  important 
item  of  trade — as  it  has  been  ascertained  that  from 
the  quality  anl  richness  of  the  ore,  it  will  bear  ship- 
ment to  different  points  on  the  Ohio  when  costing 
ten  dollars  per  ton  at  St.  Genevieve.  By  railroad 
it  can  be  furnished  at  our  wharf  at  three  dollars  per 
ton. 

The  road  will  pass  through  the  counties, of  Jeffer- 
son, Washington,  St.  Francis,  and  into  Madison; 
and  will  accomodate  the  le.td  mines  of  these  coun- 
ties, and  give  new  impulse  to  business.  It  will 
also  draw  the  trade  of  the  counties  of  Dent,  Shan- 
non, Oregon,  Ripley,  Wayne,  and  Dunklin. 

It  will  also  draw  the  trade  of  northern  Arkansas, 
that  now  comes  to  us  by  way  of  Cape  Girardeau, 
which  will  meet  us  at  the  mountain  until  our  road 
is  extended  further  south. — That  the  stock  will  be 
good  paying  stock ,  we  do  not  entertain  a  doubt. 
But  if  it  was  otherwise,  if  the  city  subscription 
should  prove  a  total  loss,  it  would  still  be  a  judi- 
cious investment  if  the  road  be  built,  as  the  city 
would  be  amply  compensated  for  her  loss  in  the 
establishment  of  manufactures,  in  the  increase  of 
her  population,  and  in  the  increased  wealth  drawn 
from  this  inexhaustible  source  to  be  subject  to  city 
taxation,  and  thereby  greatly  inciease  her  revenue. 
At  this  time  strong  efforts  arc  being  made  to  draw 
off  our  produce  trade,  and  with  it  to  draw  the  dry 
goods  trade  from  large  sections  of  country  hereto- 
fore considered  tributary  to  St.  Louis.  And  these 
efforts  may  succeed  unless  we  build  up  manufac- 
tories ;  and  by  furnishing  the  staple  articles  that 
are  indispensable,  overcome  these  efforts,  and  make 
our  rivals  tributary  to  St.  Louis. 

We  have  endeavored,  thus  hastily,  to  sketch  a 
ffew  reasons  why  the  city  should  subscribe,  and,  by 
her  aid,  ensure  the  early  completion  of  the  road. 

We  do  not  ask  this  subscription  as  a  favor  to  the 
Company,  but  as  securing  an  important  benefit  to 
St.  Louis ;  one  in  which  the  capitalist,  the  mer- 
chant, the  mechanic,  and  the  laborer  are  all  inter- 
ested. If  our  unparelleled  growth,  as  a  city,  is  to 
continue,  we  must  have  manufactories.  If  we  would 
defy  the  competition  of  rival  cities,  we  must  supply 
the  Mississippi  Valley  with  Iron ,  in  its  various 
forms,  and  that  without  delay.  If  we  would  draw 
the  millions  to  St.  Louis,  that  will  be  otherwise  sent 
to  England  to  purchase  Railroad  Iron,  we  must 
prepare  to  make  Railroad  Iron  here. 

In  Europe ,  "the  Iron  Mountain  of  America"  is 
considered  one  of  the  wonders  ot  the  world,  and  the 
quality  and  purity  of  the  ore  considered  almost 
fabulous ;  while  here  ,  it  has,  so  far,  been  treated 
with  neglect.  While  we  have  such  quantities  of 
ore  within  eighty  miles  of  our  city,  so  pure  that  it 
can  be  made  directly  into  rails  ,  we  send  to  Eng- 
land to  buy  an  inferior  article  ,  to  be  paid  for  by 
the  shipment  of  our  gold,  or  the  issue  of  State 
bonda. 

By  the  prompt  action  and  aid  of  the  city  we  can 
soon  reveres  this  order  of  things,  and,  in  a  few 


years,  make  St.  Louis  the  Birmingham  of  America, 
and  add  to  her  attractions  as  a  great  commercial 
center. 
All  of  which  is  respectfully  submitted ; 
Wm.  M.  McPherso.n         ^ 
Wm.  H.  Belcher,  V  Committee. 

Thomas  S.  O'Sollivan.    \ 


Exhibit  [of  the  Lafc*  Erie,  Wabash  and  St. 
Lomls    Railroad. 

The  valley  of  the  Maumee  River,  from  its 
mouth  on  Lake  Erie  to  Fort  Wayne,  and  that  of 
the  Wabash  River,  thence  to  its  south  bend  near 
Lafayette,  form  in  their  course  a  direct  track,  as 
far  as  the  last  named  point,  between  Toledo  and 
St.  Louis.  The  work  herein  presented  under  the 
name  of  "The  Lake  Erie,  Wabash,  and  St.  Louis. 
Railroad,"  is  a  constituent  part  of  line  from  To- 
ledo to  St.  Louis,  and  represents  the  Indiana 
portion  of  that  line,  in  length,  163,54  miles 

The  following  remarks,  unless  otherwise  ex- 
pressed, refer  to  the  road  in  Indiana.  The  Ohio 
portion,  from  Toledo  to  the  State  Line  of  Indiana, 
75  miles  in  length,  under  the  title  of  the  "Toledo 
and  Illinois  Railroad,"  will  be  prosecuted  at  the 
same  time  and  by  the  same  parties,  (though  nc- 
cessarily  under  different  organization,)  for  which 
due  arrangements  have  been  made,  by  a  i>erpetu- 
al  lease  of  the  Ohio  road  to  the  Indiana  Company. 
These  combined  lines  will  uitroduce  us  into  an 
existing  chain  of  roads  now  nearly  completed 
through  Illinois  to  Alton  and  St.  Louis,  and  com- 
mand, also,  the  other  outlets  of  the  Mississippi  as 
high  as  Burlington. 

CHARTER. 

The  Company  derives  its  charter  under  the 
general  Act  of  the  Legislature  of  Indiana,  of 
May  11,  1852,  "  To  provide  for  the  incorpora- 
tion of  Railroad  Companies. '  Its  organization 
was  completed  by  the  election  of  officers  on  the 
Ist  day  of  September,  1852.  A  thorough  survey 
of  the  line  has  been  made,  under  the  direction  of 
William  Durbiii,  Esq.  an  experienced  civil  engi- 
neer, the  results  of  which  arc  very  satisfac- 
tory. 

Traversing  one  of  the  most  extended  and  pro- 
ductive valleys  in  the  West,  whose  staples  for 
many  years  have  swelled  the  markets  of  New 
Orleans,  and  more  recently  (since  the  Wabash  and 
Erie  Canal  was  completed)  those  of  Toledo  and 
Buffalo,  following  the  lines  of  commerce,  starting 
from  the  most  western  extreme  of  Lake  Erie,  and 
approaching  the  city  of  St.  Louis  this  work  began 
very  soon  to  attract  public  attention  in  the  Atlan- 
tic States.  For  the  cities  of  Boston  and  New 
York  especially,  the  Wabash  valley  has  ever  been 
regarded  the  natural  route  to  St.  Louis.  It  would 
have  been  sooner  occupied  with  a  railroad  track, 
but  that  the  jealousy  of  Ohio  and  Indiana  for 
their  canals  denied  to  companies  a  charter,  until 
a  more  enlarged  policy  under  their  new  constitu- 
tions, opened  the  way  to  private  enterprise  by  the 
general  railroad  laics  of  eacJi  of  those  States, 
lately  passed.  ' 

SUBSCHU'TIONS. 

Subscriptions  to  tlie  capital  stock  of  the  Lake 

Erie,  Wabash,  and  St.  Louis  Railroad  have   been 

made  to  the  amount  of  two  millions  of  dollars. 
Of  this,  ^'700.000  were  taken  in  Indiana,  and 
31,300,000  in  New  York.  Among  the  share-hold- 
ers are  names  prominently  connected  with  our 
oldest  and  most  successful  railroad  enterprizes, 
and  well  known  in  that  relation,  both  in  Europe 
and  America.  An  enstalment  of  ten  per  cent,  has 
been  paid,  and  further  requisitions  will  be  made 
monthly,  as  it  is  intended  the  work  shall  advance 
with  the  utmost  rapidity. 

CONSTRUCTION.   - 

A  contract  has  been  made  with  Messrs.  Boody, 
Ross  &  Co.  of  New  York,  to  build,  furnish  and 
equip  the  entire  line  of  road  by  the  first  day  of 
May,  1855.  The  contract  covers  the  road-bed 
and  its  superstructure  of  wood  and  iron,  with  the 
necessary  side-tracks,  station-houses,  machine- 
shops,  aud  other  buidings  and  fixtures,  including 
a  suitable  and  specified  outfit  of  rolling  stock, 
all  to  be  finished  and  furnished   as   a  first-class 


road.  The  contractors,  being  i)aen  of  great  ex- 
perience, aud  having  built  with  great  success 
other  important  roads,  (among  tfaem  and  most  re- 
cent, the  "  Rochester,  Lockport,  aud  Niagara 
Falls,"  and  the  "  New  Jersey  Cemtrar  )  the  Com- 
pany have  the  most  reliable  assurance  that  their 
work  will  be  well  executetl  and  with  signal  dis- 
patch. I  1 

\\       COST   OF    THE   Roio. 

The  contract  cost  of  the  roafl,  with  its  furni- 
ture and  equipment,  will  be  a  near  approxima- 
tion to  four  millions  of  dollars.  As  this  c*>vers 
everything  but  right  of  way  anfl  depot  grounds, 
with  some  small  amount  of  contingencies,  the  en- 
tire cost  of  the  road  in  motion,  with  a  suitable 
outfit  of  rolling  stock,  may  be  set  down  (including 
interest  during  construction)  at'  §4,500,000.  The 
work  has  been  apportioned  to  sub-contractors, 
some  of  whom  are  at  work,  six  corps  of  engineers 
Ijeiiig  engaged  in  prepjiring  the  ilinc.  Releases  of 
right  of  way  are  being  t;iken,Vhich  in  Indiana 
are  generally  voluntarly,  or  will  cost  but  an  in- 
considerable amount.  « 


LOCAL    LLSINEStS. 

No  better  illustration  of  the  prbbable  productive- 
ness of  this  stock  or  of  the  business  of  the  road 
can  be  given,  than  its  position  oii  the  map.  indica- 
ting its  connection  with  the  western  system  of  land 
and  water  carriage.  A  brief  explanation,  how- 
ever, of  some  of  its  local  and  domestic  resour- 
ces, will  be  appropriate. 

Pursuing  a  middle  latitude,  it  passes  through  a 
region  where  wheat  and  com  equally  al)Ound,  and 
reaches  at  its  western  end  the  country  of  pastu- 
rage. More  cattle  have  passed  the  Wabash  river 
at  Attica,  (where  the  road  leaves  the  river,)  than 
at  any  other  point.  The  Maumee  and  the  Upper 
Wabash  sections  are  forest  lands,  covered  with 
a  steady  growth  of  burr  and  white  oak,  black 
walnut,  poplar,  wild  cherry,  curled  maple,  &c. 
At  Lafayette,  the  road  enters  tfae  eastern  margin 
of  the  prairie  world,  which,  ttretching  west  to 
the  Rocky  Mountains,  requires  its  sui>ply  of  tim- 
ber from  behind.  This  timber  will  go  westward 
to  the  Mississippi,  for  house  buildinj:,  fencing, 
cabinet  work,  cooperage,  and  other  mechanical 
uses.  The  lumber  traffic  is  now  a  profitable  one  on 
every  Ohio  and  Indiana  road,  and  on  none  more 
so  thjin  those  approaching  the  prairies.  The  mar- 
ket for  lumber  west  of  Lafayette  is  boundless,  and 
this  article  alone  would  furnish  a  daily  train  of 
cars.  Steam  saw-mills  arc  arising  every  five  miles 
on  our  newly  finished  roads. 

DANVILLE    COAL     tiELD. 

At  Danville,  45  miles  west  of  Lafayette,  we 
enter  tlie  "Illinois  Coal-field."  The  quality  and 
extent  of  this  deposit  at  Danville  has  been  partial- 
ly made  known  in  the  paper  of  the  Illinois  Cen- 
tral Railroad  Company.  The  measure  at  Dan- 
'ville  is  inexhaustible  ;  it  is  found  there  in  a 
stratum  from  'J  to  11  feet  thick,  and  is  easily 
mined.  Its  analysis  shows  4U I  per  cent,  of  bitumi- 
nous matter  ;  48.6  per  cent,  of  carbon  ;  only  4.3 
/Kr  cent,  of  ashes.  It  forms  5ii.8/x7-  cent,  of  coke. 
This  coal  is  nearer  to  the  western  harbors  of 
Lake  Erie  by  100  miles  than  any  de))08it  that  can 

be  supplied  by  another  road.  It  must  furnish  the 
steam  marine  of  that  lake  at  Detroit.  Toledo,  and 
Sandusky,  and  will  meet  the. Pennsylvania  coals 
at  C  leveland .  Add  to  this  its  copsumption  for  house- 
hold and  mechanical  purposes,  in  the  Wabash  and 
Maumee  valleys  and  adjacent^  country  reached  by 
the  lateral  roads. 

LIVE    STOCK. 

An  appropriate  business  for  American  railroads, 
and  in  which  there  is  no  competition  through 
other  channels,  is  the  carrying  of  live  stock,  par- 
ticularly fat  cattle,  hogs,  and  horses.  It  is  com- 
puted that  when  our  lines  Arc  made  direct  and 
more  continuous  to  New  York,  and  cheap  facili- 
ties are  provided  for  resting  and  feeding  stock  by 
the  way  in  proper  pens  a  fat  bullock  may  be  sent  b> 
rail  from  Attica  to  New  York,  for  32.  This  at  the 
present  difference  between  Wabash  and  New  York 
prices,  would  leave  the  owner  a  margin  of  S16 
profit  on  a  bullock  weighing  1000  lbs. 

The  "Madison  and  Indianapolis  Company'  car- 
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ried  on  llieir  railroail  of  8ti  miles,  from  1 S47  to 
1862  inclusive,  an  average  each  year  of  81,055 
hogs,  for  a  distance  wiiich  averaged  30c.  p  Jr  hog 
Tiie  Lake  Erie,  Wabash,  and  St.  Louis  roac  in  its 
greater  lengfih  will  probably  transport  '.  00,000 
hogs  a  year,  at  50c.  per  head. 

Way   travkl. 


,  ^  AjBong  the  items  of  local    traffic  on   tin  t   road 

may  be  put  down,  as  one  of  the  most  pre  fitable 
constituents,  t/ic  icaij  travel.  Touch 
Toledo  to  Danville  more  market  towns  th»  n  any 
road  of  the  ^ame  length  in  the  Western  States, 
the  amount  of  personal  intercourse  b  itween 
those  towns  must  be  very  great.  Fol  owing 
in  Its  entire  length  a  great  line  of  intercoui  se  al- 
ready established,  the  roads  from  the  i  iterior 
will  at  every  point  deliver  their  contributi  )ns  of 
travellers  and  again  in  turn  receive  their  from 
this  road.  Not  only  the  commercial,  but  tl  e  civil 
and  municipal  business  of  the  surrounding  com- 
munities is  concentrated  on  this  line.  From  '  'oledo 
to  Dauville  it  pitsses  through  numerous  tow  »  and 
villages,  of  which //rt/i-e  are  the  seats  of,ustice 
of  their  respective  counties.  Meeting  the  ateral 
railroads  at  their  lermini,  exchanges  are  more 
cheaply  and  easily  made  with  those  roads  t  lan  at 
other  points,  which  secures  it  against  the  i  ivalry 
of  parallel  roads  omitting  the  towns  and  bi  siuess 
points.  These  results  are  accomplished  wthout 
losing  more  than  six  miles  over  an  air  line  from 
Toledo  to  Danville. 

POPULATION'  AND  SETTLEMENT. 

But  without  descending  further  to  particu- 
lars, the  breadth  and  fertility  of  the  Wibasb 
valley  are  known  over  the  continent.  Some  >f  the 
counties  are  partially  undeveloped,  having  from 
their  beauty  and  richness  continued  to  be  tfe  last 
abode  of  the  native  tribes  in  Indiana,  but  rhose 
emigration  is  now  eflfected.  Yet  these  coi  nties, 
though  constituting  not  a  tenth  of  the  geog  aphi- 
cal  area  of  the  State,  comprise  one-niuth  <  f  her 
whole  population.  Their  inerease  in  numbers  for 
the  last  four  years  has  been  9  percent,  per  at  num, 
nearly;  although  the  average  population  of'  ippe 
canoe  County  to  the  square  mile  has  now  re;  iched 
61,  and  others  are  rapidly  approaching  the  same 
density.  The  agricultural  portions  ,  so  far  ;  la  po- 
pulation is  concerned,  are  not  one-fourth  pa  t  de 
veloped,  in  some  places  not  one -tenth,  and  while 
the  towns  are  growing,  some  of  them  to  the  d  men- 
sions  of  cities,  it  is  easy  to  see  that  this  fa  rored 
section,  (situate  relatively  to  Indiana,  as  the  :oun 
ties  on  the  Erie  Canal  are  to  N.  York,  and  Iraw 
ing  sustenance  from  Lake  Erie,  the  Wabas  i  and 
Erie  Canal,  and  the  Wabash  River,)  must  coi  tinue 
to  increase  in  the  elements  of  population  and 
wealth. 


IMPORTANCK    OP    TOLEDO    AS   U  TERMINUS  . 

The  large  and  growing  commerce  of  Tolepo 


well  known,  but  a  glance  at  her  position  as  i 


way  focus  may  not  be  unlnstructive.  Situate  with 
a  fine  harbor  at  the  south-western  extreme  of  Lake 
Erie,  she   s  the  natural  «hipj)ing  point  for  th<  pro- 
ductions  of  Southern   Michigan,   Western    [)hio, 
Northern   and  Western  Indiana,  and  Centra    Illi- 
nois.    No  port  on  our  Western  Lakes  levii  s  its 
contributions  in]  so  large  and  productive   a  Beld 
Having  no  navigable  river  from  the  interior    her 
channels  of  supply  hare  hitherto  been  onli    the 
Wabash  and  Erie  and  Miami  Canals,  and  ve  y  la 
tely  the  Michigan  Southern  Railroad.     The  same 
causes  mark  Toledo  as  the  landing  place  f  >r  all 
the  merchandize  from  the  AtLantic  Cities  des  ,ined 
for  the  same  extensive  country,  including  St.   iouis 
and  other  towns  on  the  Missisippi.     The  rai  road 
distance  from  Toledo  to  St.  Louis  by  the  route  here 
proposed,  is  not  equal  to  the  length  oj  the  Erie  i  loatl 
The  navigable  distance  between  Toledo  and  Chi 
cago  through  Lakes  St.  Clair,  Huron,   and  \  ichi- 
gan,  is  700  luiles,  on  which  a  high  rate  of  insu  ance 
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evails.     It  is  a  reasonable  calculation  that 


most 


Loui 


of  the   valuable  packages  shipped  for  St 

will  go  over  the  Lake  Erie,  Wabash  and  St.  Louis 

Railroad. 

FREIGHTS. 

Freights  are  the  same  from  New- York  to  T  >ledo 
»  to  Cleveland,  and  Toledo  is  100  miles  neai  er  to 


St.  Louis  by  rail  ihau  Cleveland  is.  It  is  a  pro- 
blem not  admitting  of  doubt  or  argument,  that  To- 
ledo must  be  the  Lake  entrepot  for  commerce  pas- 
sing between  New-York  and  St.  Louis,  and  the 
country  west  of  Lake  Erie.  Every  road  touching 
Lake  Erie  is  favorably  affected  by  the  navigable 
privileges  to  which  it  stands  related  on  that  Lake ; 
and  these  have  a  more  important  influence  on  a 
Toledo  and  St.  Louis  road  than  on  any  other.  The 
commerce  represented  at  Toledo  has  hitherto  been 
local  to  the  valleys  occupied  by  her  canals.  The 
steam  carriage  will  henceforward  connect  her  with 
the  entire  basinof  the  Mississippi,  and  amplify  her 
commerce  beyond  calculation.  ^ 

The  writer  has  heard  it  suggested  that  a  canal 
running  near  and  alongside  of  the  railroad  for  a 
greater  part  of  the  distance,  may  injuriously  affect 
its  business.  Experience  in  this  country  has  uni- 
formly proved  the  reverse;  for  which  may  be  cited 
the  "New-York  Central  Railroad"  running  parallel 
to  the  Erie  Caual ,  and  between  the  same  termini. 
The  Cleveland  and  Columbus  road,  draining  the 
same  country  with  the  Licking  Canal ;  the  Cleve- 
land and  Pittsburgh  road,  draining  the  same  coun- 
try with  the  Beaver  Canal ;  the  Cincinnati,  Hamil- 
ton and  Dayton  road,  running  on  the  margin  of  the 
Miami  Canal ,  and  the  Chicago  and  Rock  Island 
road,  running  the  whole  length  of  the  Illinois  Ca- 
nal. These  are  ,  without  exception,  among  the 
most  prosperous  roads  in  our  country ;  and  the  fact 
may  be  accounted  for  in  the  circumstance,  that 
a  railroad  so  located,  runs  through  all  the  towns 
and  the  concentrated  settlements  of  the  neigbor- 
hood,  making  up  in  travel  what  it  loses  in  trans- 
portation, the  aggreate  of  which,  however,  is 
greatly  increased  on  such  a  line  by  the  very  means 
of  the  canal.  It  appears,  from  exhibits  furnished 
by  the  Trustees  of  the  Wabash  and  Erie  Canal, 
that  the  increase  of  tonnage  in  1852  over  the  pre- 
ceding year,  from  Lafayette  to  the  East  line  of  the 
Slate  alone,  was  about  40,000  tons. 

THROUiJH  BUSINESS. 

Chicago  and  Toledo  are  the  two  principal  gates 
through  which  the  large  internal  commerce  of  the 
United  States,  passing  between  the  Atlantic  sea- 
board and  the  Gulf  of  Mexico,  must  be  discharged. 
This  business  is  condeu.sed  upon  our  chain  of  in- 
land Lakes  from  Champlain  to  Erie  and  Michigan, 
gathering  the  accessions  of  several  thousand  miles 
of  coast  in  the  territories  of  Canada  and  the  U.  S 
And  what  gives  to  the  Lake  routes  advantages  over 
those  falling  South  into  the  Ohio  basin,  is,  that  the 
transit  is  nearly  equal  both  ways  in  quantity  and 
value.  During  the  season  of  canal  and  lake  navi 
gation,  the  water  of  the  Ohio,  below  Cincinati,  is 
often  too  low  for  any  but  the  smallest  class  vessels. 
The  railroad  distance  from  Cleveland  to  Cincinnati 
is  255  miles,  while  that  from  Toledo  to  St.  Louis 
is  but  425.  Again,  the  valley  of  the  Ohio  is  south 
•of  the  wheat-growing  region,  of  which  the  upper 
Wabash  and  Illinois  rivers  occupy  the  centre.  The 
Lake  Erie,  Wabash  ,  and  St.  Louis  Railroad  tra- 
verses a  level  country,  (unlike  the  Ohio  region,) 
through  an  endless  series  of  com  -  fields,  of  which 
bulky  article  it  may  receive  its  supply  from  the 
very  margin  of  the  road.  A  belt  of  fifteen  miles 
on  either  side  will  produce  an  amount  beyond  the 
capacity  of  the  road  to  transport. 

PRINCIPAL  SOURCES  OF  REVENUK. 

To  Recapitulate. — The  staple  business  of  this  road, 

setting  West,  will  be: 

Merchandise   from  the  Atlantic  cities,    and  salt 

from  the  N.  Y.  salines 
Pine  lumber,  lath,  and  shingles,  from  Lake  Huron 

and  the  Canadian  forests. 
Fish  from  the  upper  lakes. 
Oak,   poplar,  walnut ,  cherry,   and  other  lumber; 

hoop  poles,  staves,  heading,  tan  bark,  &c.;  from 

the  forests  of  the  Up|)er  Wabash  and  Maumee, 

for  the  supply  of  the  prairies. 
Furniture,  tooN,  machinery,  &c.  going  west,  and 

the  outfits  of  a  large  emigration  yet  destined 

for  Illinois  and  Misso  iri ,  and  still  further  for 

our  frontier  and  Pacific  settlements. 
Lime,  limestone,  &c.  for  the  neigborhoods  west  of 

Lafayette  ,  who  are  dependent  on  the  quarries 

near  Delphi  and  Logansport. 


The  Eastern  ahipmeuts  will  be  : 

The  cereal  products  of  Illinois  and  the  entire  region 
contigous  to  the  road ,  or  gravitating  to  a  nor- 
there  market  through  the  lateral  roads,  of  which 
the  preset)  statistics  (by  no  means  inconsiderable) 
are  mere  foteshadowings. 

Live  stock  of  all  kinds,  but  chiefly  fat  cattle,  hogs, 
aud  horses. 

Bulk  and  barrel  meat,  lard ,  grease,  leather ;  the 
product  of  the  farm  and  dairy:  in  all  its  variety. 

Pot  and  peasl  arhes  ;  ship  timbers  for  Lake  Erie, 
and  sometimes  New-Orleans  groceries  ,  brought 
to  St.  Louis  or  Lafayette  by  steamboat. 

Stone  coal  from  Danville. 

And  in  both  directions : 

Way  and  through  passengers.  ' 

Mails  and  express  packatKS.  i       • 

ENLARGEMENT  OF    THE  ERIE  CANAL — ITS  EFFECT. 

No  period  more  auspicious  than  the  present  for 
this  enterprise  could  have  happened.  The  measure 
lately  authorized  by  the  New-York  Legislature, 
the  enlargement  of  the  Erie  Cannl,  will  so  cheapen 
and  facilitate  freights  as  to  bring  Toledo  as  near 
to  New- York,  commercially  speaking,  as  Bufialo 
or  Rochester  have  hitherto  been.  It  will  relieve 
the  glut  of  Western  produce  at  Buffalo  and  Dun- 
kirk, and  by  lessening  the  cost  of  transportation, 
will  increase  the  value  of  every  bushel  of  grain  in 
the  prairies,  and  better  enable  the  producer  to  meet 
the  expense  of  cai  riage  at  the  western  end.  As  a 
transportation  road,  therefore,  this  single  event  will 
add  immensely  to  its  value  ,  and  call  into  requisi- 
tion every  western  avenue  to  keep  up  the  circu- 
lation of  trades. 

THROUGH    TRAVEL. 

As  a  thoroughfare  for  travel  between  the  East 
and  West ,  it  adopts  a  line  of  already  established 
and  familiar  intercourse.  The  travel  on  the  Wa- 
bash and  Erie-Canal,  for  the  past  two  seasons,  has 
been  equal  to  100  through  passengers  a  day,  from 
Toledo  to  Lafayette,  one  way.  All  experience  pro- 
ves that  railroad  facilities  and  more  extended  out- 
lets will  increase  travel  five-fold  over  the  poor  ac- 
comodation of  a  canal.  TJiis  would  yield  between 
Toledo  and  Danville,  from  travel  alone,  $766,000 
per  year,  at  two  cents  per  mde.* 

COMPARISON — EARNINGS     OTHER     WESTERN     ROADS 

The  gross  earnings  of  the  western  roads,  Cleve- 
and  and  Columbus,  Columbus  and  Xenia,  Little 
IMiami,  Michigan  Central,  Michigan  Southern 
and  Northern  Indiana,  and  the  Madison  and  In- 
diana|K>lis,  having  863  miles  of  aggregate  length, 
were  for  the  year  1852,  four  millions  three  hundred 
and  fifty-eight  thousand  seven  hundred  and  fourteen 
dollars,  being  an  average  of  $5,050  per  mile. 
Each  of  those  roads  has  steadily  increased  in  its 
business  about  40  per  cent,  per  annum.  ;  and  those 
earnings  which  have  been  made  while  they  might 
be  considered  frontier  roads.  By  the  period  fixed 
for  the  completion  of  the  Lake  Erie,  Wabash,  and 

*  Besides  its  great  commercial  advantages,  this 

route  as  an  express  line  will  compare   favorably 

with  other  routes  from  St,  Louis,  east,  as  the 

following  table  of  distance  will  show,  viz; — 

St.  Louis  to  New  York,  by  Lake  Erie, 
Wabash,  and  St.  Louis  Railroad, 
Cleveland,  B uftalo and  Albany.. .   1166  miles. 

St.    Louis  to  New  York,    by  Terre  " 

Haute,     Indianapolis,      Cleveland,  " 

Buffalo,  and  Albany 1154    " 

St.  Louis  to  New  York,  by  Lake  Erie  " 

Wabash,  and    St.  Louis  Railroad,  " 

Cleveland,  Dunkirk,  and  Erie  Rail-  " 

road 1140    " 

St.  Louis  to  New  York,  by  Indiana-  " 

polls,    Cleveland,     Dunkirk,    and  " 

ErieRoad 1128    " 

St.    Louis  to  New  York,  by    Lake  " 

Erie,  Wabash,  and  St.  Louis,  Rail-  " 

road,     Detroit,     Great    Western,  " 

(Canada,)  and  Niagara,  Falls 1147     " 

St.  Lotus  to  New  York,  by  Vincinnes,  " 

Cincinnati,     Clevelau*',       Buffalo,  " 

and  Albany 1234    " 

Do.   by    Cincinnati,  Cleveland,   and  " 

BrieRaiIro»d 1208    " 


'  y(f,y.  ---«'j»oar^ 
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St.  Luuis  Kailroiid,  at  least  1200  miles  in  lllinoiii, 
juid  400  Id  Missouri  will  have  been  constructed 
behind  it.  Of  lateral  roads  several  are  already 
finished  to  the  Wabash,  and  others  nearly  so. 
This  Radial  line  will  tiud  a  business  matured,  and 
will  not  be  compelled  to  abide  the  result  of  un- 
certain and  dubious  connections. 

There  is  no  safer  test  for  a  new  enterprize  than 
analogy  a  nd  experienc-'.  The  best  arraj'  of  esti- 
mates and  statistics  may  be  baffled,  or,  though 
right  in  its  conclusions,  may  err  in  the  premises 
or  be  mistaken  in  the  detail.  No  economist  could 
have  noted  down,  with  an  approach  to  accuracy, 
the  elements  that  have  given  success  to  our  lead- 
ing railroads.  The  map  and  features  of  thi- 
country  occupied  ;  the  quality  of  the  soil  ;  the 
domestic  and  habitual  local  business  on  which  it 
may  rely  ;  the  security  of  its  alignment  in  respect 
to  market  towns  and  its  pursuing  the  tract  of  fre- 
quent and  accustomed  inti-rcourse ;  its  lateral, 
terminal,  and  exterior  relations  ;  its  capability  ol 
further  increase  ;  these  united  to  a  moderate  cost 
and  the  mechanical  properties  of  light  gradients 
and  straight  lines,  are  the  points  to  be  enquired 
into  by  those  who  would  make  investments  in  a 
road.  If  strangers,  they  will  further  ask,  "  Is  its 
management  committed  to  skillful  and  faithful 
hands  V 

COMMANDS    BOTH    SIDES    OF    LAKB    ERIE 

A  road  from  St.  Louis  along  the  continuous 
valleys  of  the  Wabash  and  Maumee,  command.s 
what  no  other  St.  Louis  road  can  do,  both  shores 
of  Lake  Erie,  and  connects  itself  thus,  with 
almost  equal  directness,  with  both  the  Canadian 
and  American  systems  east  of  Toledo.  Public 
opinion  has  already  settled  in  favor  of  this  as 
one  of  the  cardinal  routes,  and  as  uniting  not 
only  large  cities,  great  waters,  and  entire  systems 
in  our  own  country,  but  as  part  of  a  continental 
work  connecting  two  nations,  and  adding  to  an 
internal  water  commerce  already  very  extensive, 
the  increased  facilities  of  a  land  commerce  by 
.•steam,  at  the  very  moment  when  our  neighbors 
are  endeavoring  to  make  that  connection  avail- 
able from  the  Detroit  River,  to  the  mouth  of  the 
St.  Lawrence. 

BONDS. 

To  supply  the  means  required  to  complete  the 
Indiania  road  beyond  the  S2,000,000  of  stock  sub- 
scribed as  above,  the  Lake  Erie,  Wabash,  and  St. 
Louis  Railroad  Company  will  issue  their  conver- 
tible coupon  bonds  to  an  amount  not  exceeding 
S2,500,000,  and  bearing  7  per  cent,  interest  per 
annum,  payable  semi-annully.  The  bonds  will  bear 
date  August  1, 1863,  and  be  made  reedemable  Au- 
gust 1,  1865.  Interest  and  principal  payable  at 
the  office  of  "'the  Farmers'  Loan  and  Trust  Com- 
pany,^' in  the  City  of  New- York.  The  convertible 
privilege  to  continue  for  six  years  from  the  date 
of  the  bonds.  These  bords  will  be  secured  by  a 
tii-st  and  only  mortgage  on  the  road  ,  its  furniture 
and  franchis-  s  ,  given  to  tlie  Fanners  Loan  and 
Trust  Company ,  in  trust  for  the  holders  of  the 
bonds- 

Any  further  information  in  regard  to  these  se- 
curities may  be  had  from  the  President,  Treasurer, 
or  either  of  the  Board,  and  this  Exhibit  procured 
by  application  to  Edwahu  Whitehoose  ,  Esq.  the 
the  Treasurer,  56  Wall- Street,  New- York.  These 
bonds  are  considered  an  imquestionable  security, 
the  amount  of  cash  subscriptions,  and  the  standing 
of  the  gentlemen  of  the  Board  ,  and  the  stockhol- 
ders generally,  giving  a  warrant  for  both  its  ample 
means  and  the  able  and  judicious  management  of 
the  work. 

ALBERT  S.  WHITE,  President. 

New-York,  July  12,  1863. 


Plioenik     Mtnliig     Company. 

There  has  been  quite  a  Hare  up  in  this  company 
occasioned  oy  the  frjiduleut  issue  of  some  4,600 
shares  slock.  The  transaction  being  an  illegal, 
was  an  improi)er  one,  but  not  mncb  harm  appears 
to  have  been  done,  as  it  is  doubtful  whether  the 
authorized  or  unzKtioriz^d,  stock  l)&  the  most 
valuable.  :    ,   ..  •'•   >v:-    . 


Balancing   IjOCuuioUtc  Oriirers. 

FROM  D.  K.  Clark's  railway  machinery. 
[Conclnded  from  pa{;e  573] 

Conclusinns. — It  is  clear  that  with  inside  cylin- 
ders, though  the  weight  required  to  balance  ex- 
actly the  sinuous  action  is  much  less  than  that  for 
fore  and  aft  action,  yet  the  general  stability  of 
the  engine  is  well  secured  by  the  exact  adaptation 
of  the  counterweight  to  the  sinuous  action.  In 
the  first  experiment,  by  Nollau,  a  counterweight 
only  69  per  cent  of  the  whole  disturbing  weight 
yielded  very  good  results,  and  was  less  than  would 
have  b<;en  found  by  calculation  to  meet  the  sinu- 
ous action.  In  Gouin's  inside  cylinder  engine,  re- 
ferred to  in  last  chapter,  which  worked  steadily, 
the  balance  weight  was  but  60  per  cent  of  the 
whole  disturbing  wei:;ht,  while  78  per  cent  would 
have  been  required  to  meet  the  sinuous  action  ex- 
actly. In  outside  cylinder  engines,  particularly 
with  coupled  wheels,  complete  stability  cannot  be 
effected  with  less  than  an  equivalent  of  seven- 
eighths  of  the  whole  disturbing  weight. 

In  general,  for  inside  cylinders, a  counterweight 
in  the  wheels  equivalent  to  three-fourths  of  the 
gross  disturbing  weight  on  each  side  of  the  engine 
is  practically  sufficient  to  .secure  the  external  sta- 
bility of  the  engine  on  the  rails.  For  outside  cyl- 
inders it  ought  to  be  equivalent  to  the  whole,  or 
in  single  engines,  not  less  than  seven-eighths  of  the 
whole  disturbing  weight. 

Secondly,  the  application  of  suitable  balance- 
weights  is  attended  by  a  sensible  reduction  of  re- 
:<istance  on  the  rails  at  high  speeds ;  as  in  the  ex 
periments  of  Le  Chatelier,  the  engine  unbalanced 
i;ould  not  reach  the  same  speed  as  when  balanced. 
This  is  corroborated  by  the  writer's  observations 
on  the  single  and  coupled  passenger  enginesof  the 
Caledonian  railway.  Also  by  some  results  obtain- 
ed by  Le  Chatelier,  from  the  Orlean's  goods  en- 
gine. This  engine  »vas  continued  at  work  with 
the  counterweights  attached,  alter  the  experiment 
already  described,  without  having  anything  done 
to  it,  in  the  way  of  repairs.  In  the  hands  of  the 
same  driver,  at  the  same  kind  of  work,  the  follow- 
ing are  the  mean  consumptions  of  coke  during  3 
months : 

1848,  December,    495    lbs.  )  Without    counter- 

1849,  January,      60-3     lbs.  ^  weights. 

I  Mean  of  12  trips, 
"       February,      423    jbs  I ^^ "'^icb  ten  only 
■' '  I  were  made    with 

J  counterweights. 

Of  course  a  single  result  like  (his  can  hardly  be 
considered  a  clencher  :  but  it  affords  a  strong  pre- 
sumption of  the  material  economy  of  combustible 
effected  by  a  suitable  use  of  counterweights. 

Thirdly,  the  balance  weight  in  all  cases  should 
be  distributed  over  at  least  two  or  three  spaces  to 
distribute  and  reduce  the  unequal  wear  of  the 
tyres  by  vertical  action,  and  the  tendency  to  slij) 
at  high  speeds. 

Fourthly,  the  experiments  of  Le  Chatelier  show 
the  limited  extent  of  even  free  oscillation  in  a  sin- 
gle engine,  and  how  much  greater  it  isin  a  coupled 
engine  with  outside  cylinders.  This  difference  ex- 
plains the  greater  liability  of  the  latter  engines  to 
violent  concussions  laterally  against  the  rails. 

Fifthly  to  reduce  so  far  as  practicable  the  reci- 
procating weights,  and  the  severe  and  unavoida- 
ble strains  they  throw  on  tke  crank  pins  at  high 
speeds,  the  pistons  should  be  of  wrought  iron,  the 
cross-heads  and  slides  should  be  hollowed  out,* 
and  the  connecting  rods  as  simple  and  light  as  pos- 
sible. 

Sixthly,  the  more  nearly  the  width  of  the  cylin- 
ders is  equal  to  that  of  the  wheels,  the  more  ex- 
actly may  both  the  longitudinal  and  lateral  actions 
be  balanced  by  a  given  counterweight  in  the  wheel. 
Thus,  outside  cylinders  are  susceptible  of  a  more 


*  Mr.  McConnell  has  lately  patented  a  light  form 
of  wrought  iron  piston,  and  the  formation  of  pis- 
ton rods  and  connecting  rods  from  wrought  iron 
tubes ;  the  object  being  to  combine  lightness  with 
strength.  This,  we  apprehend  would  be  a  sernce- 
able  idea  for  outside  cylinder  coqpled  eogioes 


perfect  balance  than  insides,  aiiid  the  clos»:r  that 
inside  cylinders  are  placed,  thd  less  perfectly  can 
they  be  balanced  in  the  wheelfe. 

From  all  that  has  been  said  we  derive  the  fol- 
lowing practical  rules  for  the  Application  of  coun- 
terweights, j 

Rule  I. —  To  fimt  the  covut^rKriirht  for  fmlsirl'. 
cylinder  sinsir:  cubitus  Find  jthe  toul  wei^t  in 
pounds,  of  ^e  revolving  and  r^'.iprocating  ina!»*e» 
for  one  side,  namely  the  piston  and  appendages, 
connecting  rod,  crank  ind  crank  pin, 
(the  crank  being  referred  to  the  pin)— multiply 
by  the  length  of  crank  in  inchjes.— and  divide  by 
the  radial  distance,  in  inches,  <>lthe  center  of  gra- 
vity by  the  space  to  Ix'  occup^-d  by  the  counter- 
weight. The  result  is  the  co'in^Tweight  in  pounds 
to  be  placed  exactly  opposite  the  crank, 

Rile  II. —  To  fitu)  the  Cminl^rtreipMsfi.r  oiUsifir 
Cylinder  mnpk't  in'jiii'f.  Fihd  the  sejiarate  nv 
volving  weights,  in  pounds  oflcrank  pin,  coupling 
rods  and  connecting  rod  lor  i«oh  wheel— also  the 
reciprocating  weight  of  th(!  piston  and  appendages 
and  half  the  connecting  rod  ;  divide  the  recipro- 
cating weight  equally  betwwii  the  coupled  whwls 
and  add  the  aliquot  part  so  albtted  to  the  n;volv- 
ing  weight  on  each  wheel.  The  sums  so  obtained 
are  the  weight  to  be  balanced  it  the  sevt-ral  wheels 
for  which  the  necessary  counterweight  may  be 
found  by  rule  I.  | 

Rlle  III. —  Tofirulthf  Cotiiitrrireisrkt  fttr  inside 
cijlinder  sinsk  eusincs.  1st,  |  To  find  its  value. 
Find  the  total  weight,  in  jwulnds,  to  be  balaueed 
on  each  side,  as  in  Rule  I.; — ^nultiply  it  by  the 
sum  of  the  widths  apart  centers  of  the  cylinders 
and  the  wheels,  in  inches,— anKi  divide  by  twice 
the  width  apart  of  the  cylinders ; — subtract  the 
quotient  (a)  from  the  total  weight,  leaving  a  re- 
mainder (b) — s(|UHre  the  quantities  a  and  b,  a<ld 
the  squares,  and  find  the  square  root  of  the  sum. 
This  root  is  the  resulting  weight  in  i>ounds,  to  be 
balanced  at  the  crank-pin,  for  [which  the  counter- 
weight may  be  found  by  Rule  jl. 

2d.  To  find  its  direction.  !  Divide  the  greater 
weight  (a)  by  the  less  (a).  Thp  quotient  is  the  de- 
nominator of  the  fraction  of  Which  the  numerator 
is  1,  which  expresses  the  inclihation  of  the  direc- 
tion sought,  with  the  center  libc  of  the  near  orank 
diverging  from  the  off  crank,  i 

Rile  IV. —  To  find  trie  Count) nreickfs  for  in- 
side cylinder  coupled  engines.  Find  the  value  and 
direction  of  the  counterweights  for  the  inside  re- 
volving and  reciprocating  masses  to  be  balanced 
as  in  Rule  III.;  and  key  the  driving  wheels  on  the 
axle  in  such  positions  as  to  place  the  outside 
cranks  in  the  direction  so  tbiind,  or  kty  on  the 
cranks  themselves  ;is  reijuireil,  if  indejKnd«nt  of 
the  wheels ; — find  the  total  w^fight  of  the  outride 
cranks  and  coupling  rods  referred  to  the  inside 
rrank  pin, — and  if  less  than  ,  the  inside  weight, 
subtract  the  outside  weight  fr^m  it,  and  distribute 
the  diHerehce  between  the  coQpled  Wheels,  to  be 
balanced  according  to  Rule  I.; — or  if  greater,  bal- 
ance the  difference  by  counter^veighis  opposed  to 
the  outside  cranks.  j 

Sotc  1.  The  counterweight  for  inside  cylindei-s 
maybe  found  approximately 'bj' assuming  three- 
fourths  oC  the  whole  disturbiiig  weight  as  the 
weight  to  be  balanced  in  the  iwheel. 

2.  Inside  cylinder  coupled  engines  as  thej-  stand 
usually  fall  within  the  requirertnents  of  S'n'e  1. 

3.  Though  Siite  1  contains  a  good  general  rule 
for  general  stability,  the  otheii  rules  should  be  em- 
ployed where  exact  equilibritm  is  re(|uired,  soa.* 
to  balance  as  well  as  possible  fver}-  internal  strain. 

4.  For  the  method  of  referring  the  weight  to  the 
crank  pin,  see  page  55»i.         I 

5.  For  the  metho<l  of  Hndint  'he  center  v>f  grav- 
ity of  the  coiinterwei^'htsee  f  aire  .372. 

6.  In  the  use  of  Rule  4,  th«f  outside  weight  for 
four  coupled  wheels  is  usually-  found  to  be  less 
than  what  is  required  ;  and  far  six  coupled  wheels 
greater. 

7.  To  substitute  lead  for  cast  iron  couuter- 
weights,  divide  the  volume  foimd  for  the  latt>?r  by 
16  to  find  the  equivalent  vohime  of  '>ad 
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8.  Examples  of  the  application  of  thej  rnles  are 
given  in  previous  chapters. 

Railroad  Brtd^eit 

The  skill  of  our  engineers  and  bridgl;  builders 
has  been  bestowed  upon  the  arrangemec  t  of  bridge 
trusses  until  it  can  be  asserted  that  American 
timber  bridj^es  are  the  best  iit  the  world  for 
strength  and  lightness.  They  have  been  made  safe 
against  dangerous  deflection  and  absol  ite  failure 
by  the  scientific  combination  of  their  pai  ts,  so  that 
for  the  mere  purpose  6f  carrying  a  load  I  hey  are  as 
safe  as  the  costly  stone  and  iron  structi  res  of  the 
public  works  of  other  countries  Buttliere  i.t  one 
point  wherein  many  of  our  railroad  bi  idges  are 
wanting,  one  which  could  always  be  re  ncdied  at 
a  very  slightexpen.se.  It  is  the  want  of  side  pro- 
tections, to  prevent  trains  which  may  have  left 
the  rails  from  going  over  the  sides  of  tlU  bridge, 

A  train  is  as  liable  to  leave  the  rails  v  bile  upon 
a  bridge  as  at  many  other  places  on  the  line.  This 
may  occur  from  an  obstacle  upon  the  rail  i,from  the 
failure  of  a  wlioel  or  axle  from  the  flanj  es  of  the 
Mheels  ririiiir;  the  rails  or  from  other  can  e^.  The 
train  once  offtlu'  rails  pursues  a  course  in  t  le  general 
direction  of  the  bridge,  and  expends  its  gr  iatest  mo- 
mentum in  that  din-ction,  but  may  have » cquired  a 
lateral  tendency  by  means  of  which,  after  running  a 
few  feet  it  comes  to  the  e<lge  of  the  bridg  ?,  whence 
with  nothing  to  prevent,  the  cars  must  go  over. 
Now  it  api)ear8  reasonable  that  a  stout  timber 
firmly  bolted  to  the  ><ides  of  the  bridge  o :  between 
the  rails,  would  keep  the  train  on  the  bi  dgc  even 
if  off  the  rails. 

Accidents  have  ol  ten  occiired  from  tin    want  of 
such  precautions.     We  remember  seein  j  a  train 
which  had  been  precipitated  over  the<dgeof  a 
high  bridge  on  the  Erie  road.     The   en  fine   was 
laid  bottom  up,  and  several  freight  cars  iemolish- 
cd.     This  accident  was  attended  with  lo;s  of  life. 
The  Cascade  bridge  and  Btarucca  via(  act,  the 
great  works  of  art  on  this  line,  are  also  o{  en  to  the 
same  calamity.    The  Starucca  viaduct  is  1200  feet 
long  and  nearly  a  hundred  feet  in  heighl ,  and  al- ; 
though  in  the  descent  of  a  heavy   grad' !   has  no  i 
side  protection  !    The  Cascade  bridge  is  i  bout  400  i 
foet  long,  and  175  feet  above  the  strean.     This! 
bridge  is  also  in  the  descent  of  a  heavy  g  -adc,  and  ; 
at  the  termin.ation  of  a  biid  curve.     In(  eed   the 
curved  rails  rest  upon  one  end  of  the  brie  ge.    The 
only  protection  upon  the  sides  is  a  light   wooden 
railing.    No  accidents  have  occurred  her  j.  and  we 
pray  that  none  ever  may. 

Upon  the  York  and  Lancaster  road  als  o,  about  i 
one  mile  east  of  Lancaster,  is  an  "open  to  )" '  bridge 
seventy  five  feet  above  the  stream.  A  train  of 
cars  left  the  rails  here,  and  fortunately  stopped  , 
(as  the  train  was  going  slowly)  just  upon  the  edge 
of  the  bridge.  Some  reckless  person  en(  eavored 
to  prove  in  a  communication  to  one  of  th(  Lancas- 
ter journals  that  the  bridge  was  every  nay  safe, 
and  that  side  protections  were  useless. 

The  apology  for  a  bridge   which  e.vist!   on   the 
line  of  the  Paterson  railroad,   (at  the  creasing  of, 
Hackensack  river)  is  dangerous  for  the  si  me  if  for  I 
no  other  reason.     The  Connecticut  river  "oad  has  ! 
one  very  high  bridge  without  any  protec  ion. 
j.    The  railroads  running  out  of  Boston  necessarily  '. 
cross  long  bridges:  the  Worcester  road  las  two, 
the  Lowell  two,  the  Fitchburg  three,  (on  s  of  over  j 
1600  feet.)    The  Maine  road  is  mostly  a  bridge  J 
for  the  first  ft^c  miles  of  its  Jength,  and  t  le  Bast-  \ 


em  road  has  also  one  or  two  similar  bridges.  Ac- 
cidents have  occurred  on  the  Fitchburg  and  Maine 
railroad  bridges,  by  which  the  passengers  have 
barely  escaped.  These  were  caused,  as  others  may 
yet  be,  by  the  want  of  side  protections.  Already 
some  of  the  heaviest  .stockholders  in  those  and 
neighboring  roads  are  aroused  and  are  urging  the 
better  protection  of  these  structures.  The  Boston 
Courier  has  contained  several  of  these  appeals. 

A  subject  fraught  with  so  much  importance  in 
its  possible  and  probable  results,  should  not  lie  un- 
noticed.— There  can  be  no  p««sible  harm  in  driv- 
ing an  extra  row  ortwo  of  piles,  or  of  laying  down 
a  few  extra  stringers.  Without  them  the  road  is 
not  secure,  but  is  open,  as  sad  experience  amply 
proves,  to  very  serious  accidents. 

Crystal  Palmce. 

The  "Machine  Arcade"  is  gradually  tilling  up, 
and  a.ssuming  an  appearance  of  order  and  arrange- 
ment. The  steam  engines  from  L.awrence  and 
from  Providence  have  both  conimence<l  running, 
and  many  of  the  machines  have  commenced  oi>er- 
ating.  The  present  contributions  in  the  M.ichine 
Arcad*'  are  wholly  of  American  pro<Iuction. 

Among  these  we  notice  a  Cylinder,  with  valvei 
piston  rod,  etc.,  complete  for  an  Oscillating  En- 
gine, well  designed  and  finished,  from  the  Allaire 
Works,  of  this  city.  The  Allaire  Works  also  con- 
tribute the  original  cylinder  of  the  steamship  Sa- 
vannah, the  first  which  ever  crossed  the  Atlantic, 
in  1810. 

A  small  portable  steam  engine  and  boiler,  from 
the  Seneca  Lake  Foundry,  (Jeueva,  New  York, 
John  R.  Johnston,  proprietor,  Kemblo,  agent,  28 
West  St.,  New  York. 

A  model  of  a  steam  engine,  to  work  withont 
stuffing  boxes  or  guides,  by  Edmund  Moody, 
Birmingham,  Conn. 

A  model  of  a  beam  engine,  having  two  cranks 
at  right  angles,  worked  by  two  connecting  rods, 
from  one  beam.  The  stroke  of  piston  is  one-sixth 
shorter  than  in  ordinary  engines  with  the  same 
length  of  crank.  By  Joseph  Harris,  Jr.,  Boston, 
Mass. 

An  operating  model  of  a  rotatory  steam  engine, 
by  Ebenezer  Barrows,  228   Water  street  N.  York. 

A  small  Rotatory  engine  from  Benj,  H.  Wright, 
of  Rome,  N.  Y. 

We  see  but  few  machinist's  tools.  The  Saco 
Water  Power  company,  of  Biddeford,  Maine,  con- 
tribute one  large  and  one  small  shaping  engine, 
both  of  excellent  design  and  apparently  of  the 
best  construction. 

There  is  a  slide  lathe  from  Leonard  and  Clark, 
of  New  Windsor,  exhibited  by  Baldwin  and  Many, 
49  John  street.  New  York.  A  lathe  also  from  Hen- 
ry Steele  of  Jersey  city. 

Among  cotton  machinery  we  notice  a  beautiful- 
ly made  Cotton  Gin  from  Tarver  and  Co.,  East 
BridgeWater,  Massachusetts ;  a  patent  Cop  Spin- 
ner, combining  the  self  acting  Mule  and  Throstle, 
by  George  H.,  and  John  C.  Dodge,  of  Dodgeville, 
Massachusetts;  Brundred's  throstle  I'romB.Brun- 
dred  &  Co.,  Oldham  Works,  near  Paterson,  N.  J.; 
four  of  the  Empire  Looms,  from  the  Empire  Works 
of  Benjamin  and  ReynoWs,  of  Stockport  N.  York.; 
and  Looms  from  Alfred  Jenks  and  Sons,  of  Brides- 
burg. 

There  is  a  good  collection  of  Boiler,  Steam,  and 
Gas  Tubes,  a  screw  cutting  machine.  Taps,  Dies 
etc.,  from  Morris,  Taster  and  Morris,  of  Philadel- 


phia, and  a  case  of  steam  and  gas  cocks  from 
Wood  and  Hunter. 

There  is  a  Hydraulic  Veneering  Press,  combin- 
ing very  ingenious  principles,  contributed  by  D.  F. 
Robinson,  of  Hartford,  Connecticut.  The  inventor 
is  Jacob  Bumap.  Large  machines  of  this  kind 
are  now  constructing  for  veneering  Piano  cases. 

Wm.  Knmble  of  this  city  has  a  large  lot  of  his 
oak  tanned  belting  on  exhibition. 

There  are  various  applications  of  David  Dick's 
Presses,  mostly  from  the  Hadley  Falls  Company  of 
Holyoke,  Mass. 

The  Lubricating  Balance  box,  invented  by  The- 
odore S.  Mi.miss,  of  Meadville,  Pa.,  presents  a 
new  principle  in  supporting  gudgeons  of  mills, 
turntables,  etc. 

The  nature  of  the  invention  consists  in  sus- 
taining and  upraising  the  gudgeons  of  shafts  of 
mill  spindles  and  other  revolving  bodies,  upon  or 
by  the  pressure  of  fluids,  in  such  a  manner  that 
the  friction  is  vastly  diminished.  The  invention 
is  based  upon  the  particular  principle  that  a  hol- 
low body  will  sustain  as  much  weight,  when  sus- 
pended in  liquid,  as  the  weight  of  the  liquid  il 
can  contain,  such  as,  a  vessel  that  will  contain  50 
lbs.  of  liquid  will  support  that  amount  of  weight 
in  the  liquid 

By  this  invention  the  most  heavy  shaft  can  be 
sustained  in  equilibrium,  thus  obviating  the  fric- 
tion caused  by  the  weight  of  the  shaft.       , 

£.  Doster  of  Bethlehem,  Pa.,  exhibits  an  im- 
proved Hanger  for  Shafting,  susceptable  of  easy 
adjustment  vertically  or  horizontally. 

There  is  a  well  finished  spike  machine  from  the 
Manomet  Co.,  of  Sai.dwich  Mass. 

The  Collins  Company  of  Hartford,  Connecticut, 
have  a  large  and  well  filled  case  of  edge  tools  and 
picks,  sledges,  &c. 

W.  H.  Saunders  of  Hastings,  New  Yorlf,  has  a 
large  lot  of  his  axles  on  exhibition.  Agents, 
Smith,  Van  Horn  and  Co.,  278  Pearl  street  New 
York- 

The  contributions  of  Railway  Machinery  are 
limited  in  number  and  variety.  Horatio  Ames,  of 
Falls  Village,  Conn.,  sends  two  rolled  and  com- 
pressed, and  one  finished,  flange  Tires ;  and 
finished  Engine  Crank,  a  Oar  Axle  and  an  axle 
bent  double  to  show  the  quality  of  iron. 

The  Glendon  Company  of  Boston,  Mass.,  send  a 
finished  fiange  Tire,  specimens  of  Axles,  and 
specimens  of  Ores,  Coal,  etc.,  used  in  their  manu- 
facture. 

P.  C.  Brink,  of  Camden  N.  J.  has  a  pair  of 
his  wrought  iron  Car  Wheels,  fitted  to  the  Tubu- 
lar Axle. 

Cast  Iron  Chilled  Car  Wheels  of  N.  Washburn's 
patent  are  exhibited  from  the  foundries  of  Richard- 
son, Bamum  &  Company  of  Salisbury,  Conn  , 
and  from  the  Brandon  Company  of  Brandon. ^Tl. 

A  model  of  Freight  Car  with  White's  patent 
track  is  exhibited  by  Payne  and  Olcotts  of  Corn- 
ing, New  York,  also  St.  John's  patent  Steel  shod 
Frogs  by  the  same  company. 

Mr.  Wendell  Bollman  Road  Master  of  the  Balti- 
more and  Ohio  Railroad  has,  on  exhibition,  a 
model  of  his  suspension  bridge,  which  has  been 
applied  with  the  most  satisfactory  results  on  the 
Baltimore  and  Ohio  Railroad. 

Safety  Anchors  and  Rollers  are  exhibited  by 
H.  Strait  of  Cincinnati,  Ohio,  and  H.  D.  Taylor 
of  Newark,  New  Jersey.  ■>'  -.■ 
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The  Machine  department  represents  as  yet  bui 
few  of  the  standards  of  perfection  in  machinerj', 
and  but  few  of  the  great  achievements  in  physi- 
cal science  for  which  our  own  times  are  especi- 
ally distinguished.  It  is  an  inlcrestiii};  exhibition, 
and  might  be  so  if  but  of  half  its  extent,  but  it 
fails  to  show  what  the  world  is  doing  in  the  way 
of  material  progress.  The  Railway,  the  foundry 
and  the  factory  are  better  represented  in  their 
remote  result*  than  in  their  applications,  a  re- 
mark which  will  apply  to  the  whole  exhibition. 

Jonrnal  of  Railroad  Jawl-vt, 

THE   CRIMINAL    LIABILITY    OF    RAILROAD   CONOUC- 

.y'-':!'  '     _      TOK«. 

When  the  popular  verdict  of  Connecticut  acquit- 
ted Conductor  Comstock  of  the  New  Haven  R. 
R.,  it  was  not  difficult  to  foresee  the  result  of  the 
subsequent  criminal  trial  to  which  he  was  sub- 
jected. But  \i\akgfil  acquittal  was  in  part  due  to 
certain  principles  of  the  common  law  which  have 
lately  been  very  materially  modified  both  in  our 
own  state  and  in  Connecticut.  Inmost  parts  of 
the  Union  however,  no  such  modification  of  the 
common  law  has  yet  obtained. 

By  the  common  law  a  party  could  be  held  civ- 
illy liable  for  personal  injury  occasioned  by  mere 
omission  of  duty,  but  he  could  not  in  such  a  case 
be  held  guilty  of  a  crime.  A  crime  implied  a  po- 
sitive act. 

But  the  exigencies  of  modern  locomotion  have 
introduced  a  change  of  this  lenient  doctrine. 

The  12th  section  of  our  own  railroad  law  of  last 
session  is  as  follows  : 

Skl.  12.  If  in  consequence  of  the  intoxication 
or  any  gross  or  wilful  misconduct  or  negligence 
oil  the  part  of  any  conductor,  engineer,  switch  or 
bridge  or  brake  tender,  or  signal  man  or  any  oth- 
er servant  of  such  corporation,  any  loss  of  life 
shall  result  or  the  breaking  of  a  limb  sh.iU  occur 
such  servant  or  servants  shall  be  deemed  guilty  of 
a  felony  and  shall  be  punished  by  imprisonment 
in  the  State  Prison  for  a  term  of  not  exceeding  10 
years. 

The  recently  enacted  Connecticut  law  contains 
a  similar  provision. 

The  indictment  of  Comstock,  which  was  found- 
ed on  the  old  common  law,  stated  the  duty  of  a 
conductor,  and  averred  that  the  train  was  out  of 
time,  and  that  the  conductor  negligently  perform- 
ed the  duty  imposed  upon  him,  and  caused  and 
permitted  the  train  to  run  at  such  a  negligent  and 
reckless  rate  of  speed  as  to  result  in  the  calamity 
described . 

The  States  attorney  urged  that  the  draw  was 
lawfully  open,  and  the  train  behind  time,  that  ex- 
ceeding care  in  approaching  the  draw  was  required, 
that  the  speed  was  excessive  under  the  circum- 
■stances,  and  that  the  conductor  should  have  check- 
ed by  signalizing  by  the  strap  to  the  engineer ; — 
the  speed  was  from  thirty  to  thirty-five  miles  per 
hour  as  was  illustrated  by  professor  Olmstead,  and 
should,  according  to  Whistler,  not  have  exceeded 
tweuty,  the  conductor  liad  most  negligently  run  the 
train,  that  on  a  railroad  any  negligence  was  gross, 
and  that  he  was  guilty  of  manslaughter. 

It  was  insisted  by  the  prisoner's  counsel  that  the 
prisoner  must  not  be  made  to  suffer  in  consequence 
of  any  mismanagement  on  the  part  of  the  compa- 
ny,'whose  servant  be  was,  that  the  rate  of  speed 
was  not  unusual,  that  he  was  shown  guilty  of^no 
positive  act  of  negligence,  that  the  •ngineer  must 


look  ahead  under  the  rules  of  the  company,  as  his  apparent  in  the   view  of  sound  judgment,  the  law 
position  enables  him  to  do,  while  the  conductor  is  does  not  consider  as  existing. 


only  responsible  for  starting  and  stopping  trains 
and  for  collisions,  that  the  public  would  have 
speed  and  must  take  it  with  the  consequences,  and 
that  the  conductor  has  merely  supervision  over 
the  engineer,  with  no  right  to  employ  or  discharge 
him. 

The  judge  charged,  "that  the  jury  are  in  crimi- 
nal cases  judges  of  the  law  and  fact.  The  law  au- 
thorises me  to  instruct  the  jury  upon  the  law,  but 
does  not  require  the  jury  to  obey  that  instruction. 

One  agent  is  not  responsible  for  the  act  of  ano- 
ther, and  there  is  a  difierence  between  a  civil  and 
a  criminal  prosecution.  The  law  will  hold  a  party 
civilly  liable,  when  it  will  not  hold  him  criminally 
responsible.  The  defendant  claimsth.it  he  was  in 
the  discbarge  of  a  lawful  duty  at  the  time,  and 
that  the  pro.secution  must  show  that  he  did  some 
act  tending  to  evince  carelessness,  and  reckless 
ness  in  conducting  that  train.  Such  is  undoubt- 
edly the  law  ;  but  I  further  instruct  you  that  if 
that  train  was  going  at  an  improper  rate  of  speed, 
and  if  you  believe  that  it  was  the  duty  of  the  con 
ductor  to  check  it,  and  that  he  negligently  dis- 
charged his  duty  in  permitting  the  train  to  run  a- 
round  that  curve  at  such  an  improper  rate  of 
speed  as  alleged  by  the  prosecution,  he  would  be 
clearly  liable  to  the  charge  of  manslaughter.  But 
if  you  have  any  reasonable  doubt,  the  defendant 
should  have  the  benefit  of  that  doubt.  Gentlemen 
the  facts  and  the  law  are  now  with  you,  and  you 
will  return  such  a  verdict  as  you  may  think  [)rop- 
er." 

Comstock  was  after  two  hours  deliberation  ac- 
quitted. 

We  have  been  able  to  procure  only  a  most  mea- 
gre report  of  this  case,  and  present  the  foregoing 
merely  as  a  faint  sketch  of  the  proceedings. 

If  his  honor  really  told  the  jury  that  they  might 
or  might  not  regard  his  instructions  as  they  pleas- 
ed, he  gave  them  a  pretty  wide  latitude.  Admit- 
ting the  right  of  the  jury  to  be  judges  both  of  law 
and  fact  in  such  cases,  we  should  not  suppose  a 
sworn  judge  to  bo  quite  independent  of  legal  in- 
formation furnished  by  a  duly  constituted  advi- 
ser. 

We  subjoin  an  abstract  of  the  principles  of  the 
common  law,  by  which  questions  of  criminal  lia- 
bility for  negligence  are  governed. 

Where  death  is  occasioned  by  the  hand  of  a 
party  engaged  in  the  performance  of  a  lawful 
act,  (as  was  the  Conductor  in  the  case  alluded  to,) 
it  may  by  the  common  law,  amount  to  murder 
manslaughter  or  mere  misadventure,  according 
to  the  circumstances  by  which  it  is  accompanied 
The  usual  illustration  is  that  of  workmen  throw 
ing  rubbish  from  a  house  in  the  ordinary  course 
of  theirbusiness,  by  which  a  person  underneath 
happens  to  be  killed.  If  they  actually  saw  the 
danger  or  betrayed  any  consciousness  of  it,  and 
yet  gave  no  warning,  it  will  be  murder,  on  account 
of  the  gross  impropriety  of  the  act.  If  they  did 
not  look  out  or  not  until  it  was  too  late,  and  there 
was  even  a  small  probability  of  a  person's  passing 
by,  it  will  be  manslaughter.  But  if  it  was  in  a 
retired  place  and  there  wjis  no  probability  of  a 
person's  passing  by,  it  would  be  no  more  than  ac- 
cidental death— Caution  enacted  from  persons 
employed  as  above  described  must  be  proportioned 
to  the  apparent  ner.fssipy  for  it.    And  what  is  not 


The  same  principles  will  apply  to  the  necligent 
driving  of  vehicles  or  engines  of.  every  kind. 
Death  thereby  occasioned  will  be  murder,  inan- 
Klaughter  or  mere  misadventure,  accjording  to  the 
circumstances  of  the  case.  i 

If  a  man  drives  his  cart  carelessly  a^d  it  runs  ovi-r 
a  child  in  the  street,  if  he  saw  the  child,  and  yet 
drove  upon  bim,  it  is  murder  ;  if  hc|  did  not  -see 
the  child  it  is  manslaughter. 

Whoever  seeks  to  excuse  himself  from  hsvitig 
unfortunately  occasionetl  the  death  of  another  by 
any  act  of  his  own.  ought  at  least  to  show  that 
he  took  that  care  to  avoid  it,  whiiib  persons  in 
similar  situations  are  accustomed  to  do. 

To  make  the  Captain  of  a  steam  viessel  guilty  of 
manslau?hter,  in  drowning  a  persoji  hy  running: 
down  a  boat,  the  jirosecutor  must  at  Common  Law 
show  some  art  done  by  the  Captain,  and  a  mere 
omission  on  his  part  in  not  doing  his  irhole  duty  is 
not  sufficient.  But  if  there  were  suflicieiit  light  and 
the  Captain  of  the  steamer  were  either  at  the  helm, 
in  a  situation  to  be  giving  the  comn^and,  and  does 
that^which  causes  the  injury,  he  is  "guilty  of  man- 
slaughter. 

A  prisoner  was  indicted  for  manslaughter,  and 
it  appeared  that  it  was  his  duty  to  alttend  a  steam 
engine,  and  that  on  the  occasion  in  question  he 
had  stopped  the  engine  and  gone  away.  During 
his  absence  a  person  came  to  the  8(>ot  and  put  it 
in  motion, — but  could  not  stop  it  again,  whereby 
deceased  was  killed.  Baron  Alders^nsaid  that  the 
prisoner  must  be  discharged — for  the  negligence 
was  not  his  own  bnt  another  persoq's. 

It  is  often  difficult  to  draw  the  line  between 
manslaughter  and  misadventure  'Occasioned  by 
negligence,  but  it  is  believed  that  the  foregoing 
brief  summary  of  the  principles  ordinarily  govern- 
ing the  case  are  those  which  have  been  sanction- 
ed by  Russel,  Koscoe,  Archbold,  aftd  other  lead- 
ing authorities  in  regard  to  Criminal  Law. 


Fall  oftbe  atvers  Detroit,  Klagara  and  St. 
Iiawrcttcct 

A  correspondent  of  the  Ohio  State  Journal  has 
taken  the  trouble  to  ascertain  from  the  Canadian 
Engineers  of  Public  Works,  the  following  particu- 
lars relating  to  the  fall  from  Lake  J<t.  Clair  to  tide 
water,  and  locks  of  the  canals  along  the  line  of 
therivcrs.  He  finds, among  other  things,  '■  tliattho 
St.  Lawrence  canals,  known  as  the  Williamsburg, 
Cornwall,  Beauharnois,  and  Lachiiie  canals  ,  haVe 
23  locks,  a  lockage  of  204  feet,  aii^  a  total  rise  of 
221  feet,  between  Montreal  and  Kingston,  a  di- 
stance of  179  miles ;  that  the  fall  at  Williamsburg 
is  20  feet,  at  Cornwall,  49  feet,  at  peauharnois,  48 
feet,  and  at  Lachine,  45  feet;  that  the  Wt-liand  ca- 
nal around  Niagara  Falls  iias  26  locks ;  with  a 
lockage  of  330  feet  in  28  miles  ;  tiiat  the  disUnce 
from  Buffalo  to  Montreal  is,  by  tlicse  canals,  307 
miles;  that  the  rise  from  Lake  Erie  to  Lake  Hu- 
ron is  30  feet,  making  a  grand  total  in  ascent,  bet- 
ween Montreal  and  Lake  Huron  of  694  feet,  in  the 
distance  of  760  miles.  The  locks  upon  this  im- 
provement are  eenerally  7  and  1 1  f«tet,  though  some 
are  14  feet  lift-  They  are  200  feet  long,  an<l  45 
feet  wide,  enable  of  receiving  ai  vessel  176  feel 
long,  and  44  feet  wide.  It  generaJly  takes  15  mi- 
nutes to  pass  a  lock,  and  the  vessels  are  18  hours 
in  going  up  to  Ogdensburj,',  whils^  ithey  are  only  y 
hours  coming  down.  There  is  alsa  an  inland  com- 
munication to  lake  Huron,  up  the  Ottawa  river, 
down  the  Rideau  river  to  Kingston,  up  the  river 
Trent  to  Rice  Lake,  thence  Locking  up  to  Lake 
Balsam,  800 feet  above  tide  water  level,  and  thence 
by  the  Talbot  River  to  Lake  Sinacoe,  and  by  the 
Severn  River  to  Lake  Huron,  a  distance  of  542 
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miles,  through  166  locks,  witn  a  lockajje 
feet.     Few  people  in  the  States  are 
route,  or  of  the  extent  of  the  public 
structed  in  the  Canadasby  the  "home 
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Cleveland    and  Toledo    Ralli  o*d> 

The  Stockholders  of  this  road  whii- 1  is  com- 
posed of  the  consolidated  lines  of  tl  e  Toledo, 
Norwalk  and  Cleveland,  and  the  Juncti  )n.  Roads, 
at  their  recent  meeting  at  Norwalk,  d«  clared  the 
following  board  of  Directors  —Hon.  Samuel  F. 
Vinton,  Galilpolis,  0. ;  Hon.  E.  Lane,  saixlusky, 
O.  i  C.  L.  Boalt,  Norwalk,  0.  ;  E.  C.  [iitchtield, 
New  York  ;  John  Stryker,  Rome,  N.  Y.  Wmilliam 
Jarvis,  Middletown,  Con.;  E.  B.  LitchtieJ  i,N.  Y. 

Hon.  Samuel  Vinton  was  chosen  Pres  dent,  and 
E.  B.  Litchlield  Secretrry  and  Trejisure  •. 

The  above  constitute  as  strong  a  list  <  f  Direct- 
ors, as  could  be  made  up  of  an  equal  ii  umber  of 
names  in  the  wlioie  country.  Mr.  Vint)n  is  well 
known  to  be  one  of  the  most  eminent  an  >  respect- 
able men  in  the  west,  and  no  man  is  probably 
better  fitted  for  bis  new  position,  or  betlur  calcu- 
lated to  inspire  coutidento  in  the  nianaj.  cment  of 
the  road  at  which  ho  stands  at  (he  h  ;ad.  Mr. 
Litchfield  is  also  well  and  favorably  Unoftu  in  our 
business  circles  from  his  connection  w  ill  i  some  of 
the  leading  and  most  profitable  Westei  n  Roads, 
and  to  whose  cflbrts,  they  have  been  li  rgoly  in- 
debted for  snciess. 

We  regard  the    above    road    a.s   uccu  tying  the  j 

great  cmlral  route  of  travel  and  commcr  :e  for  the  j 

United  States,  and   ultimately  for  the  <  lontiuent.  1 

The  position  of  the  great  lakes  compels  the  trade  , 

and  commerce  between  the  interior  ani  all  the  j 

great  eastern  commercial  towns,  to  ihjlc:t  around  | 

their  southern  shores.  To  possess  a  monop  \\y  of  iray  . 

around  them,  is  to  hold  the  key  to  this  ommerce.  j 

It  was  the  appreciation  of  this  fact  that  ;ave  rise  j 

to  the  animated  contest  between   the  tvo  Michi- 1 

gan  roads  for  the  ri?fbt  of  way  around  la  ic  Michi-  j 

gan.  Our  Ohio  friends  have  pursued  a  wis  it  policy.  ^ 

Instead  of  securing  the  position  they  occ  ipy  thro'  j 

expensive  contests,  they  have  wisely  jolr  ed  hands 

and  united  their  projects,  each  of  which  .vill  have 

a  suflSciently  lucrative  local  support  witb(  ut  refer-  : 

ence  to  the  great  volume  oftkrough  busint  ss.  They  . 

waste  nothing  by  an  uscles.s  contest,  and  vliile  the  [ 

public  is  satisfactorily  accommodated,  th  ;  compa- 1 

ny  have  secured  to  themselves  a  positioi    of  first  | 

rate  importance,  and  a  route,  the  busine:  s  capaci-  j 

ties  of  which  are  not  excelled  in  this  coun  ,ry. 

. I 

nadUon  and  l.ake   Erie  Rallwa  r  Co. 

We  learn  from  the  Madison  Banner  that  the 
above  named  Company  has  been  duly  oi  ganized. 
the  S50,000  required  by  law  to  be  first  si;  bscribed 
by  law  to  be  first  subscribed  being  tak(  n.  The 
following  Board  of  Directors  were  elect ;d ,  viz.: 
David  White,  John  0.  Mclntire,  Milton  Sta  )p,  John 
R.  Cravens,  M.  Powell,  K.  C.  Neal.  W  Cloc  gh,  Wm 
C.  Hillis,  and  John  King.  The  Board  of  )irector8 
met  Friday  morning,  and  elected  Davi(  White. 
President,  and  Oen.  Stapp,  SecreUry  ,  a  >d  after 
Avard  appointed  a  committee,  consistin  ;  of  one 
from  each  ward,  to  ascertain  the  sens  o  of  the 
people  in  reference  to  the  subscription  on  the  part 
of  the  city  of  two  hundre4  thousand  dpUa  rs  to  the 
road.  •  '      -  '■*■■ 
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NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence .  . .  Maine 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord  —  " 

Sullivan " 

Coimecticut  and  Passumpsic. .     Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  arul  Maine  " 

Boston  and  Providence " 

Boston  and  Worcester " 

CajK*  Co<l  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma-ssachusetts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester. . .  " 

Canal Conn, 

Hartford  and  New  Haven  —  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer      " 

New  York  and  New  Haven. .  .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City. .  N.  Y, 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  SUite  Line " 

Canandaigua  and  Niagara  F . .  '• 

Canandaigua  and  Elmira " 

Cayuga  and  Su.squehanna " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracu.se " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington. ...  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn, 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading. ...  " 

PbU«d.,  WUsplo^Q  an4  Bait.  " 
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1, 638,1  OOi 

809,878! 

87G,/41 

1,355,500 

286,747 

1,649,278' 

1,485,000| 

2,078,626! 

3,016,634; 

717,6431 

600,0001 


2,973,700 
1,016,600 
800,000' 
123,8841 
341,100! 
622,200 
none,  j 
720,900i 


6,160,278 
2,064,458 
2,180,0001 
1,469,884 
713.606 
2,640,217 
1,485,000 
3,002,094 


none. 


1,097,600' 
2,486,000 
8,500,000' 
l,r)(Xl,000 
392,000; 


660,000! 
2,429.1001 
3,500,000l 

Voio.oob 


661,214 
1,400,000 

673,600 

1,746,516 

5,577,467 

12,000,000! 

1,500,000 


254 ,743 1 
140,561 
133,338 
208,669! 
23,9461 
150,538 
305,806 
287,768 
328,782 


132,546 


113,620  none 

80,053  none! 

nonei 

O   I 

11,266  none! 

79,659  none 
141,836  8 

55,266 
163,076 


5 
5 

61,613  8 

none 

:Done 


496.397 


none. 

266,639  none' 


Leased  to 
Recently 


1,830,000 

4,076,974! 

:5, 160,390 

4,500,000; 

421,2961 

1,591,100| 

2,850,000' 

1,050,000' 

3,540,000 

500,000! 

547,015 

1,964,070 

260,000 

2,140,536 

1,134,0001 

155  5,150,000; 

60'  , 

40  1.457,600 
45 
62 
110 
60 
66 
61 
62 
,  65' 

!  91 
1132 
I  69 
j  60 
!  47 
i  36 
1464 
|144 
|130 


150,000' 

390,000 

425,000! 

171,800j 

193,5001 

500,000j 

none.  ' 

112,305; 

none. 

819,743] 

282,3()0j 

none.*' 

1,001,600 
171,210 

6,319,6201 


1,995,249! 
4,092,927 
3,546,214 
4,845,967 

633,906, 
1,801,946; 
3,120,391 1 
1,050,000 
3,623,073 

620,476 
1,245,9271 
2,293,634 

307,136 
3,203,333 
1,321,946 
9,953,769 


300,000  1,731,498 


388,108 
669,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
574,674 
164,230 

67,261 
322,213 
137,406 
218,679 
162,109 
1.339,873 


Ithe  Vt.  C  ent 
[opened.  |noue 

none! 

130,881;  7}4 
338,215 
227,434 
331,296 

30,066 

72,028' 
241,017 

99,589 
232,787 

43,950: 

23,41 5  none 
101,510nonei 

24,399|  8  1 

18,648none! 

66,900  4Ml 
683,194; 


100 
36 
46 

100 
40 
86 

108 
48 
58i 
97 

109 

'26' 

40 

30 

14J 

101 


7 
6 
7 

2K' 
6  *■ 

8 
6  , 

7)^, 


263,690 


6>^. 


98 
105 

86i 
101 

40 

66 

91 
104 

98 
117 

62 

94 

if 

69i 
98i 
62 


139,614!  6 
10 


3,000,000 


558,861 
3,000,000 

926,000 

750,500 
2,121,110; 

900,000' 


472,000; 


800,000 
1,641,000 
440,0001 
660,000 
701,600 
1,660,000 


2,500,000 

In  progres 

1,611,111 

4,978,487 


879,6861  872,000 


425,609 

687,000 

9,612,995 


!  95 


86 


23i 


3,740,615 

4,725,260 

1,876.148 

504122,858,600 

118i  1,679,969 

360,000 

174,042, 

610,000' 

860,000j 

899,800! 

237,6901 

430,936 

1,011,940 

1,500.000 

1,022,4201 

2,197,8401 

986,106 

1,184,600 

600,000 

78o,960 


25 
60; 

82! 

89 
%! 
65! 
45 
311 
63 
56, 
20' 
36' 
95 
98l 


682,400 

400,000 

24,003,865 

7,046,396 

977,463, 

616,246 

2,111,824 

2,969,760 

201,6001 

131,000' 

26,000! 

400,0001 

940,000 

100,000 

700,000! 

650,000! 

'l28,6obi 

476,0001 

l,600,000i 

13,000 

688,651 


1,380,610 
2,596,488 
2,560,600 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

81,301,806 

10,527,654 
6,102,985 
2,446,391 


600,408  332,223:none! 
329,041!  168,902'none 

69,629' none 

114,410 

806,713  428,173  7 


126 


106 


Recentiv  lopened.   ;none   46 
267,661     116,965   4)^'  54} 
none!  86 
none!  65 
!....  130 


Recently  opened. 
Recently  ioiKjned. 


6.666.382;i0,427,800 
8^,0001  2,408^0 


5,133,884 

607,803 

349,775 

774,496 

1,250,000 

1,832,946 

329,677 

1,043,367 

1,693,711 

4,327,4"'' 

1 ,220,325 

8,246,720 

2,879,880 

1,266,148 

760,000 

1,609,494 

17,141,987 


76,760;      39,360none! 

74,241!     23,496  none; 

3,537,766  1,691 ,628i  7     ' 

1,063,669;    388,783;none 
681,445.    324,494;  5 
205,068      44,070,none 


480,137     196,847lnonei 

90,616      43,6091  4     i 

Recentiv  opened,    none! 

213,078;      96,737....! 

Recently  opened.   | ! 

173,645;    135,017:none! 

Recently  opened.   | i 

Recentiv  oiwned.    none 
225,152;    116,706  8 
478,413110 
79,262|  4 
816,25910 
124,7401  S}4 
76,890; 


68 

77' 

69i 
56 
32i 
114i 
82 
70 


80 
83 

iooi 

160 
148 


1,^88,.o85| 

149,941 
t  603,942 
1  260,899i 

'  118,617   76,890j  6  '|^ 
jRecently  opened.  1 '125 

200  249  106,932'  8  ..•• 
2,480,626  1,251,987;  7  86 
I  667.786  888.60V  5   77i 
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NAME  OF  COMPANV. 


o 
to 


B 

I 


Pennsylvania  Central Penn.!260  9,768,155 

Phil.-idelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md, 

Washington  branch " 

Baltimore  and  Susquehanna . .  " 

Alexandria  and  Orange Va 

Manassas  Gap " 

Petersburgh — " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh 


» 

c 
s 
Cm 


O   9 


Si's 
si 

S  ^  S 

o 


5  ^ 
tuD<e 

85 


o 

hi 

c 
« 

S 

*> 


N  .C. 


Charlotte  and  South  Carolina.  S.  C.  110 


30 

47 
381   9,188,300 

38   1,660,000 

57 

65 

27 

64 

73 

22 

76  1,000,000 

62   1,328.722 
107    1,400,100 

60   3,000,000 

32  1    180,000 
161    1,338,878 


5,000,000a3,600,000:l,943,827j    617,625; 


9,827,123 


,1,372,324 

I    686.000 


200,000 


Ky. 


Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss 

East  Tennessee  and  Georgia . .  Tcnn. 

Nashville  and  Chattanooga.  . .  " 
Covington  and  Lexington . . . 

Frankfort  and  Lexington 

Louisville  and  Fraiiitfort 

Maysville  and  Lex::ngton 

Cleveland  and  Pittsburgh . . . 
Cleveland,  Paines\.  and  Ash. 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Eric '  " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan '• 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie. . .  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis " 

Peru  and  Injiianapolis " 

Terre  Haute'  and  Indianapolis    " 

Rock  Island  and  Chicago " 

Chicago  and  Mississippi " 

Illinois  Central HI. 

Galena  and  Chicago " 


140  1,004,231 
242  3,858,840 


503,006 
800,000 
446,030 

1,600,000 
120,000 

1,134,698 


19,642,3071,325,563' 
1,660,000'  348,622 
418,673 

In  prog.      

In  prog.      i 


615,3841 
216,2371 
152,5361 


.a 


T 


1101 
61 


In  prog,     j i 

1,100,000'    122.861 
l,531,238j   254,370, 

In  prog.     ■■ \ 

In  prog.        176,485 

In  jirog , 

416,532   89,776 
2,966,574;  610,038, 


74,113tione 
113,256;  7 


191  '3,100,000 
211  14,000,000 
101  11,214,283 

71  1 

50  1  586,887 

56  :. 

93 

33 

88 

60 

80 
126 


776,259 
879,868 
688,611 


300,000 
3,000,000 


74,902  none 

none 

12 

163,898  6 


106 


306,187 

1,214 

168,00€ 


150,000 

4oo,6b6 


29 
65 


836,000 
2,093,814 
11,430,150 
i  367,218 


541,000 

850,000 

1,100,000 


■\: 


Ohio.lOO  11,239,450  1,871,000 

"       71  I 

"      135  3,027,000 

46  1 

'^       61  I 

60  1,694,0001      906,000 


408,200 


In  prog.     ' , ; 

7,002,39611,000,717;   609,711'  7 

In  prog.     ! \ 

945,508    608,626   8 
934,424'    456,468    1% 
296,584:    153,6971  9 


1,596,283 
In  prog.  I 
743,5251 
In  prog.  I 
In  prog. 
In  prog.     ; 

1,330,960; 


129,396      71,535;  8 


173,542      76,079:  8 


In  prog,     j . 
In  prog.     ; . 
In  prog.     , . 
584,902; 


125 

lis" 

109 


Dayton  antf  Toledo  Railroad. 

This  Company  is  organized  by  the  election  of  » 
Board  of  seven  Directors.  The  Stockholders  met 
in  Dayton  last  Monday.  /We  learn  that  all  the 
Stock  subscribed  was  represented  at  the  elction, 
which  resulted  in  the  choice  of  the  following  Board : 
— D.  Beckel  and  J.  D.  Phillippe,  Dayton ;  P.  V. 
Hersting,  St.  Marys ;  J.  H.  Yoke,  Meinster :  N.  S. 
Martin  and  H.  M.  Curtis,  Delphos :  William  Castor, 
Defiance.  D.  Beckel  was  elected  President,  H.  M, 
Curtis,  Secretary,  and  Wm.  Dickey,  of  Dayton, 
Treasurer.  The  work  is  s{)e€dily  to  be  placed 
under  contract. 

I<ake  Eric,  IVabasli  and  St.'^als  Railroad. 

We  give  in  our  present  issue,  the  recent  exhibit 
of  this  company,  which  sets  out  their  present  con- 
dition and  purpo.seB,  with  a  view  of  the  prospfc- 
tive  business  of  their  road.  The  line  of  this  road 
occupies  the. na/«/a/  route  of  tr&vel  between  lake 
Erie  and  St.  Louis,  the  valley  of  the  Wabas» , 
which  is  not  only  the  most  direct,  but  the  center 
of  business,  for  the  surrounding  countrj-.  These 
(acts  secure  the  above  road  two  capital  advanta- 
ges, shortness  of  line  and  the  business  of  the  coun- 
try it  traverses.  We  shall  take  ocaasion  to  refer 
to  this  project  again.  In  the  mean  time  we  refer 
the  reader  to  the  exhibit. 


87,421      44,260.. 


80 


In  prog. 
2,963,756 


194,429!    123,306i  6       96 

3,655,000    777,793' '  483',454;i2'    182 
2,000,000 I ;  98 

321,793|   200,967 


40 
20 
36 
81 
37 
84 


310,0001   550,000 


2,870,784 
i....j  900,000 
167  2,387,200 
57 


1187 


87 
54 
31 


1,760,700 


562,000 
1,092,137 


181 

83 


62 

88  1,650,000 

40 

72  •   632,387! 


1,000,000 
1,767,000 


2,600,000 
In  prog. 

926,000  Recently  opened. 
In  prog.   , 


2,460,000 


800,000 
119,600 


In  prog. 
2,634,157 
1,866,000 
4,110,148 

In  prog.     , 


526,746    814,670'  10 
640,518' "  113,401  .... 


106J 
72i 
80 


70 


1194 
95' 
97 


In  prog. 


Receotly :  opened. 


1,317,140  Recently  ;opened. 


1,267,714 

In  prog. 
<< 


237,506    136,363   15 


In  prog. 


Recently  [opened. 

103 

80 

Recentiv  opened.   ! . . . .    78 

750,000   2,40a,000    616,414'    268,076'  10  1  85 

In  prog I  70 

1,363,019    106,944       71,446   4      108 


663,100 


! 


92  |1,932;861      500,000  In  prog. 


Michigan  Southern Mich.  315  ;2.499.410'  2,629,000|  6,430,246 

Michigan  Central -     282  4,000,000!  4,067,8961  8,614,193 

Pwific Ma  ;....)..., ...,«....  .....|....  ....  J 


473,648 
692,187 


286,152 
293,046 


:_„.+ 


Stock  and  Honey  Market. 

There  has  been  a  gradual  tbongh  not  decided 
improvement  in  monetary  aflairs  since  our  last. 
Money  continues  in  active  demand.  The  calls  of 
our  railroad  companies  are  larger,  without  .a  cor- 
re.sponding  demand  for  their  securities.  A  more 
active  business  is  anticipated  As  the  season  pro- 
gresses. The  pricefi  of  all  kind  of  raihoad  securities 
are  well  sustained.  There  has  been  a  lai^er  ad- 
vance in  most  of  the  faruy  stocks,  showing  the 
increasing  abundance  of  means.  The  earning?*  of 
our  roads  show  a  most  satisfactory  increase,  and 
every  department  of  business  and  trade  seems  to 
be  unusually  prosperous.  | ' 

The  receipts  of  the  Erie  raflroad  for  August 
were  about  S404,000.  The  figures  are- 


August  1863. 
August  1852. 


.»403,683  72 
.    313.601  71 


Increase  29  per  cent | $90,082  01 

The  receipts  of  the  Hudson  River  railroad  were 
as  follows : 

August,  1863 : I *130,627  7r. 

August,  1862 79,466  97 

Increase  61  per  cent , ^1 ,172  2'.' 

The  Little  Miami  road  realized  the  following 
earnings  for  the  (|uarter  ending  Aug.  31  : 

I               1852.  1863. 

June I a)69,o56  99  S75.703  36 

July 63,32^  60  74,288  63 

August....    ^.  .       70,102  03  88,495  8'.* 


Total ....8192,884  62 


S238,487  76 
192,884  62 


...136 
...  124 
...  126 
8  jllOl 


Increase  in  three  months S45,603  14 

The  August  earnings  of  the  Michigan  Southern 
an^  Northern  Indiana  line  re*ch  $164,063,  of 
which  $91,967  was  derived  from  passengers,  and 
$62,106  from  freight  The  contrast  with  the  same 
month  last  season  is  : — increase  60,033  The 
Cincinnati,  Hamilton  and  Dayton  receipts  are 
$40,085,  against  $25,011  last  season.  The  Rock 
Island  were  $44,482  ;  and  of  the  Ohio  aod  Pensyl- 
VmU.  $«8.486.      i 
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The  eamings  of  the  Little  Miami  railrdad 
paoy  in  the  months  of  June,  July  and  Ai  g 
aod  1863,  were : 

1862. 

Jnne , S59,656  99    $"^6 

July 63,323  60      TH 

Augast 70,102  03 


com- 
1852 


1863. 
,703  35 
,288  65 
,4%  89 


J8 


Totai 8192,884  62    288,487  76 

15  2,884  62 


Increase  in  three  months  over  corres- 
ponding time  of  last  year $^,608  14 

or  nearly  24  per  cent. 

This  does  not   include  the  way  freighjt,  which 
for  the  last  month   is  between  $4000  am  $5,500. 

The  earnings  of  the  Milwaukee  aud  M  s&issippi 
road  for  August  are : 

Freights #,472  30 

Passengers p,782  40 


Total $1 8,264  70 

The  increase  over  the  receipts  of  Jul;'   is  $2,- 
069  85,  and  over  those  of  August,  1862,  ^12,736, 
48. 

The  expenses  of  working  the  road  are  ^tated  at 
36  per  cent  of  the  earnings. 

The  receipts  of  the  Chicago   and   Rocf{  Island 
railroad  for  the  month  of  August  were : 

Passengers $3fi,399  66 

Freights  and  mails 1P,083  33 


84t 


Total 

The  receipts  of  the  Buffalo  and  New 
railroad,  in  May,  June,  July   and  Aug 
were: 
Months.  Pass'ngers 

May S9,785 

June 12,118 

July 15,855 

August 21,576 


,482  88 
City 
ist  1863, 


\ork 


Mail. 

$326 
326 
325 
325 


Freight. 

85,097 
6,084 
6,846 
8,204 


ToUl $59,329    1,300  $26,232 

The   condition  of  the  New   York  Ci 
since  February  last  is  shown  by  the 
ble: 

Loans. 

Feb.  26,  1863 $95,274,876 

June  11,  1863 95,520,656 

Aug.    6,  1863 97,899,617 

Aug.  13,  1863 92,662,277 

Aug.  20,  1853 94,148,396 

Aug.  27,  1863 92,386,053 

Sept.    3,  1863 91,741,348 

Circulation 

Feb.  26 $9,274,025  $5' 

Jude  11 9,084,106 

Aug.     6 9,610,466 

Aue.  13 9,451,846 

Aug.  20 9,114,636 

Ang.  27 9,427,191 

Sept.    3 9,664,294 

The  coin  on  band  in  banks  and  sub 
shown  as  follows : 

Sub  treasury.         Banks. 

Aug.  6 $8,406,000     $9,746,000     $1J 

Sept.  3 9,143,372      11,268,049      2( 

As  compared  with  August  27,  the 
follows : 

Loans. 

Aug  27 $92,386,963 

Sept.  3 91,741,338 


follqwing  ta- 


$$ 
li 

lO 
1 
1 
1 


6( 

6( 

5{ 

5( 

5 

5 


Decrease T.     $645,615     Dec  $50,998 

Deposits.    Cir  :uIation. 

Aug.  27 $57,431,808  $!i,427,191 

Sapt.    3 67,602,960     !|,664,294 


Total. 
$16,208 
18,621 
23,026 
30,106 


$86,362 
'  Banks 


i  pecie. 

991,630 
,174,500 

746,452 
,654,618 
,092,552 
,319,047 
,268,049 

)eposits. 
,650,667 
,078,171 
,994,668 
,166,712 
,317,718 
,431,708 
,602,970 


treasury   is 

otal. 
,152,000 
,411,421 
reablt  is  as 

i  pecie. 
$11,319,047 
11,268,049 


Increas* $71,162      i  127,108 


Loans.         Specie. 

Aug.  6 $97,899,499    $9,746,441 

Sept.  3 91,741,338      11,268,049 


Decrease $6,168,161  In.  1,521,808 

Deposits.    Circulation. 

Aug.  6 $60,579,797     $9,513,053 

Sept.  3 67,502,960        9,554,294 


Decrease $3,070,837  In.  $41,241 

The  following  is  an  official  statement  of  the  tolls 
collected  on  all  the  New  York  state  canals,  in  each 
of  the  following  years,  viz: 

NEW  YORK  STATE  CANALS — TOLLS  COLLECTED. 

4lh  week  iu  Aug.   Total  to  Auf;.  31. 

1846 $83,787  $1,607,779 

1847... 134,918  2.216,426 

1848 122,629  1,656,204 

1849 114,265  1,666,683 

1850 150,292  1 ,662,800 

1851 128,848  1,938,247 

1852 129,278  1,737,038 

1853 133,142  1,795,704 

A  comparison  of  receipts  from  two  years  to  Aug- 
ust 1,  1852,  and  1853,  showing  the  general  course 
of  trade  is  as  follows : 


1862. 
On     np 
freight 

mdse..   $489,413 

On down 

do  fi"om 

other 

states. 

On  down 

freight 

from 

this 

state. 


1853. 


$508,469 


Dec. 


Inc. 


$69,066 


758,377      730,420    $27,967 


539,248      566,815 


17,567 


$1,737,038  $1,795,704 


$27,957     $86,623 

$    27, 


Increase $68,666 

NcffotlAtlons  Abroad, 

The  recent  attempts  to  negotiate  loans  for  rail- 
roads, in  sros$,  in  the  London  market,  appear  to 
have  failed.  We  understand  that  Mr.  Robb,  who 
went  out  on  account  of  the  New  Orleans,  Jackson 
and  Great  Northern  railroad,  has  just  returned  un- 
successful, and  reports  from  other  parties  are  not 
encouraging.  This  want  of  success  we  have  no 
doubt,  is  owing  more  to  the  unsettled  state  of  the 
public  mind  in  Europe,  and  to  the  active  demand 
for  money  in  England,  than  to  the  i/iuiJiltf  of  the 
securities  oflFered.  Perhaps  Englishmen  see  it  is 
better  to  order  through  reliable  houses  on  this 
side  of  the  water,  than  to  buy  directly  from  the 
purchaser,  and  in  large  blocks. 

Whatever  may  be  the  cause  it  is  certain  that 
the  investments  made  by  English  capitalists  in 
this  country  have  not  been  so  judicious  and  suc- 
cessful as  those  made  on  continental  account,  and 
our  enterprises  consequently  are  not  held  in  such 
favor  in  the  fornier  country  as  in  France  and  Grer- 
many.  The  people  of  these  countries  have  thor- 
oughly studied  the  physical  condition  of  this  coun- 
try ;  its  capacities  and  wants,  the  general  course 
and  direction  of  trade,  the  resources  of  the  peo- 
ple, the  instrumentality  that  railroads  exert  in  du- 
veloping  these  resources,  and  the  relations  that  our 
railroads  bear  to  our  material  progress.  They  are 
as  skilfull  in  deciding  all  the  shades  of  difference 
in  the  value  of  a  railroad  security,  as  they  are  in 
determining  the  different  grades  of  cotton  or  tobac- 
co. Foreseeing  that  the  necessity  for  railroads  in 
tbie  country  most  secure  their  construction  to  an 


indefinite  extent,  they  have  gone  into  these  works 
at  apparent  risks,  at  times,  for  the  purpose  of  mak- 
ing money  out  of  a  legitimate  business,  much  pre- 
ferring to  get  hold  of  a  bond  when  selling  at  86, 
than  to  give  par  for  the  same  article. 

The  fact  that  first  purchasers  could  get  at  86  or 
90  what  was  "worth  par,  was  the  great  cause  of  the 
introduction  of  our  securities  into  the  continental 
markets.  A  solvent  7  per  cent  ten  year  bond  of  a 
railroad  company,  when  its  character  becomes 
well  known,  is  worth  a  handsome  premium  in  any 
market.  A  purchaser  therefore,  who  was  satisfied 
that  a  bond  ofiered  at  85  was  really  worth  par,  or 
more,  had  every  inducement  to  purchase,  because 
he  could  sell  at  an  advance,  provided  he  could  in- 
spire other  people  with  his  own  convictions.  He 
had  every  inducement  to  diffuse  among  his  own 
correspondence  or  connections,  the  grounds  that 
produced  conviction  in  his  own  mind.  As  the  first 
purchaser  contented  himself  with  a  small  profit, 
the  second  took  the  security,  with  similar  inter- 
ested motives  attached,  so  that  the  margin  for 
profit  was  the  premium  that  our  people  offered  for 
the  service  of  a  large  number  of  agents  in  making 
known  our  wants  and  our  strength.  The  purcha- 
ser for  investment  was  well  satisfied  in  securinjj 
a  seven  per  cent  bond  at  10  or  20  years  at  par. 
Every  party  to  the  transaction  was  e<iua'ly  so  with 
his  profits,  and  consequently  well  disposed  to  take 
up  another  security  as  soon  as  he  had  disposed  of 
the  first.  By  understanding  how  to  huij,  continen- 
tal purchasers  have  got  our  very  best  secnrities, 
and  at  rates  that  have  given  them  a  large  profit, 
and  the  success  of  their  investments  have  opened 
for  us  very  large  and  constantly  increasing  de- 
mand fk-om  that  quarter. 

On  the  other  hand  as  a  general  rule.  Englishmen 
who  have  invested  in  our  roads,  have  not  been  led 
to  do  so  from  a  conviction  of  their  value,  from  a 
practical  examination  of  the  working  of  our  roads, 
either  as  a  system,  or  in  detail.  His  own  judg- 
ment had  nothing  to  do  with  the  matter.  He  buys 
because  he  is  advised  to  do  so  by  a  banker,  who 
wishes  to  sell  the  security  offered.  His  interest  is 
measured  by  the  commission  he  gets,  aud  his 
knowledge  upon  the  subject  by  what  his  principal 
tells  him.  This  is  likely  to  be  a  flattering  story,  as 
it  is  just  as  easy  to  tell  a  good  as  a  bad  one,  and 
vastly  more  agreeable.  Trustingentirely  toothers, 
they  would  not  examine  the  subject  themselves, 
and  both  from  habit  education  and  from  his  men- 
tal charcteristics,  the  Euglishmen  know  nothing 
of  this  country.  Their  most  distinguished  men, 
»ic//;fer5  of  Parliament,  or  in  high  oflicial positions, 
on  coming  to  this  country,  ask  questions  about  us 
that  wotild  disgrace  even  a  schoqi  boy  at  home. 
Such  ignorance  to  the  inquisitive  race  of  Yankees, 
is  quite  incredible.  The  result  is  just  what  might 
be  expected.  Buying  without  judgment,  they 
have  made  no  mouey,  and  arc  consequently  in- 
disposed to  push  the  business.  The  most  con- 
siderable purchases  they  have  made,  have  been  of 
comparatively  unsaleable  stocks  at  very  high 
prices,  altogether  too  high  to  allow  them  to  be 
worked  oft'  at  a  profit.  They  could  ofer  no  in- 
ducement to  second  and  third  parties  to  come  in, 
consequently  a  large  portion  of  what  their  Bank- 
ers and  capitalists  have  taken,  still  stick  in  first 
hands.  This  fact  is  quite  notorious  in  well  in- 
formed circles  ou  both  sides  of  the  water.  To 
work  off  their  loads  the  common  method  of  flc- 
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titions  quotations  are  resorted  to,  and  we  often 
find  a  security  quott-d  as  active  at  rales  8  or  4  per 
cent,  higher  then  it  can  be  bought  in  this,  or  the 
London  marltet.  Tliis  fact  is  too  well  known  to 
make  it  necessary  for  us  to  instance  particular 
eases. 

Our  English  readers  will  certainly  give  us  ere 
dit  for  endeavoring  to  protect  their  interests.  When 
necessary  we  have  never  omitted  to  suggest  can 
tion.  We  have  been  well  aware  that  to  allow  an 
unsound  security  to  be  negotiated  abroad,  would 
only  injure  our  people  ten  times  as  much  as  any 
body  else.  We  have  felt  convinced  too,  that  we 
were  only  injuring  ourselves  by  being  enabled  to 
borrow  money  for  works  that  were  not  really 
needed,  and  for  which  a  sufficient  business  did 
not  exist  to  aflford  a  lucrative  support.  We  have 
been  exceedingly  desirous  to  see  the  subject  of 
railroad  construction  in  this  country  thoroughly 
understood  in  England.  Properly  invested  in  our 
roads,  the  surplus  capital  of  that  country  could  be 
made  vastly  useful  to  U9,  and  profitable  to  parties 
investing.  We  regret  that  matters  have  not  taken 
a  more  fortunate  turn.  The  investments  hitherto 
made,  have  not  been  of  a  character  to  encourage 
further  negotiations.  This  is  the  fault  of  their 
people  not  of  our  own.  We  cannot  be  complained 
of,  for  being  desirous  of  selling  at  a  good  price. 
It  is  for  the  purchaser  to  see  that  he  does  not  pay 
too  much.  Contrasted  with  the  continental,  the 
English  investments  make  but  a  poor  figure,  even 
comparing  the  market  prices  of  the  two  at 
ibe  present  time,  though  the  former  were  made  at, 
at  least,  ten  per  cent  lower  rates.  One  class  bought 
nderstandingly ,  the  other  without  any  understand- 
ing at  all.  But  the  English  never  make  a  good/iw- 
tign  investment.  Just  look  at  the  history  of  them 
the  world  over,  in  proof. 

Cahaba  Valley  Railroad  Company. 

The  commissioners  appoiDted  by  act  of  the  le- 
gislature to  carry  out  the  preliminary  step  to  the 
organization  of  this  company,  being  notified  that 
a  sum  beyond  that  required  to  the  capital  stock 
thereof,  had  been  subscribed  ,  on  due  notice  giv- 
en, the  stockholders,  met  at  Sulphur  Springs,  St 
Clair  county,  the  8th  August,  1853. 

On  an  election  held  pursuant  to  the  charter  for 
directors  of  said  company,  the  following  persons 
were  elected  :  Benjamin  F.  Porter,  John  Oliver, 
fleorge  W.  Ash,  N.  J.  Morris,  James  Forman,  J.  I. 
Thomason,  Thos.  Johnston,  Jas.  J.  Bothwell,  and 
Alemeth  Byers. 

Whereupon,  said  directors  being  called  together. 
Dr.  J.  J.  Bothwell  was  called  to  the  chair,  and 
Jno.  I.  Thomason  appointed  secretary,  ;?ro  tern. 

Whereupon,  an  election  was  held  for  president 
of  the  company,  and  Alemetb  Byers  was  nnani- 
monsly  elected.  ? 

John  I.  Thomason  was  then  unanimously  cho- 
sen secretarj'  of  said  company. 

P«yton  Rowan  was  unanimously  chosen  treasu- 
rer. 

On  motion  of  James  Forman, 

Resolved,  That  the  president  be  authorised  to 
make  a  contract  with  James  H.  Oliver,  or  some 
other  engineer,  to  make  a  preliminary  .survey  of 
the  Cahaba  Valley  Railroad. 

The  picsident  appointed  James  J.  Bothwell, 
Jo-  F.  Porter  and  John  I.  Thomason,  a  committee 
to  consult  with  a  like  committee  on  the  part  of 
the  Will's  Valley  Railroad  company,  on  the  pro- 
priety of  the  consolidation  oJ  the  two  companies, 


and  report  to  some  subsequent  meeting  of  this 
company. 

Paetllo  Rallroadt 

Estimates  of  Mr.  Norris  of  the  cost  of  construction 
of  Locomotives,  Cars,  and  personeUe  af  the  road 
and  the  net  profits  thereof. 
Estimate  of  cost  for  running  a  passenger  train 
from  St.  Louis  to  San  Francisco — say  200  passen- 
gers, distance  2,000  miles — the   train  consisting 
of— 

Four  first  class  passenger  can ........  ....  $8,000 

One  baggage  car 1,500 

One  mail  car 1,500 

One  21  ton  engine  and  tender 8,500 

— the  train  to  run  at  the  average  rate  of  twenty 
miles  per  hour,  including  stoppages,  performing 
the  whole  distance  of  2,000  miles  m  100  hours. 
Thirteen  locomotives  will  be  required  for  this  du- 
ty, each  locomotive  running  153  84-100  miles, 
which  will  be  considered  a  day's  duty,  with  new 
sets  of  hands  for  each  locomotive — the  cars  to  run 
through. 

Wages  of  13  engineers,  153  84-100 

miles $3  00 

Wages  of  13  firemen 1  60 

"  Conductors 2  00 

"  Baggage  masters 1  25 

"  Breakmen 1  00 

Wood  for  ftiel  and  firing  up  63  7-10 

cords 2  00 

Oil  for  engine   and  tender  19  6-10 

gallons 1  26 

Water  used  60,000  gallons,  10  cents 

per  1,000 

Oil  and  grease  for  cars 

Repairs  and  renewal  of  engine  and 

tender,  9c.  per  mile 

Repairs  and  refitting  cara,  9c.  per 

mile 

Hands  at  depot,  and  extra  dngines. 
Interest  on  first  cost  10  engines  and 

tenders,  and  6  cais,  allowing  six 

days  for  a  trip 


S39  00 
19  60 
26  00 
16  26 
13  00 

127  40 

24  50 

I 
7  00 

180  00 

180  00 
75  00 


145  80 


Total. 


S860  15 

Now,  $860  15  is  the  full  cost  of  running  a  pas- 
senger train  of  200  passengers,  2,000  miles,  which 
includes  ever)-  expense  of  motive  power,  with  in- 
terest on  cost  of  engine  and  cars.  The  sum  of  9 
cents  is  nearly  two  cents  per  mile  more  than  the 
average  cost  per  mile  for  repairs  of  locomotives  in 
the  United  States.  The  wages  are  high  and  the 
wood  $2  per  cord. 

Cost  per  passenger  of  2000  miles  is  $4  30  or  a 
small  fraction  over  two  mills  per  mile  for  each 
passenger. 

The  revenue  from  the  road  would  be  as  follows, 
allowing  only  400  passengers  per  day.  This  would 
give  in  a  year  146,000  passengers  at  S60,  $8,760,- 
OOO.  Allow  $50,000  per  mile  of  road,  equipped 
and  ready  for  use— 2,000  miles  at  $50,000  per 
mile,  $100,000,000. 

Interest  on  cost  of  road,  etc.,  at  six  * 

percent $6,000,000  00 

Cost    of    running    730    trains    per 

year. 627,%9  50 


Total $6,627,969  50 

Add  superintendence  and  oflSce  ex- 
penses         30,000  00 


Total .;...,.... $6,657,969  50 

Revenue  for  400  passengers  daily  for 

one  year 8,760,000  00 

Deduct  interest  on 


$100,000,000  00 
Deduct     cost     of 
trains  and  super- 
intendence   


$6,000,000  00 


657,969  60-6,667,969  50 


Revenue  over  and  above  6  per  cent.S2,102,031  60 
From  this  estfrnate  the  road  would  pay  8  l-iol 
per  cent  on  a  capital  of  3100,000,000  for  passen-l^f  this  country  has  done  more  to  communicate  a 
gere  alone.    In  all  cases  large  allowancies  have  new  impulse  to  the  industrial  interests  of  the  old 


been  made  and  in  no  instance  can  the  cost  exceed 
the  estimate.  The  allowance  of  only  four  hundred 
passengers  daily  between  the  two  points — St.  Louis 
and  San  Francisco — is  a  low  estimate  of  travel. 
The  revenue  from  freights,  mails  and  gold,  would 
swell  the  receipts  to  a  much  larger  amount.  And 
I  have  no  hesitation  in  saying  that  the  road  if 
built  will  pay  as  well,  if  not  better,  than  any  of  the 
New  York  roads. 

.  Septimics  Norrfs, 

Civil  and  Mechanical  Engineer. 
Phil^elphia,  Aug.  19,  1853.        I . 

Uses  ofonr  Railroad** 

Should  the  present  demand  for  breadstuffs  fron 
Europe  continue,  our  numerous  railroads  will  ena- 
ble our  people  to  supply  that  demand  with  much 
greater  ease  and  promptness  than  at  any  previous 
period.  Up  to  within  a  year  or  two,  the  wheat  and 
com  from  the  interior  found  their  iway  to  the  sea- 
board through  the  Erie  canal,  irbich  was  also 
reached  through  the  canals  in  the  interior  of  the 
country.  These  canals  are  closed  About  one-thirti 
of  the  year,  placing  an  embargo  upon  all  move 
ment,  particularly  from  the  Mississippi  Valley. 
Qrain  that  was  not  brought  to  tide  water  during 
the  season  of  navigation,  remained  in  the  hands 
of  the  farmer  and  in  the  interior,  f|ill  the  re-open- 
ing of  navigation  the  next  year,  t'his  suspension 
of  movement  in  the  winter  had  a  tendency  to 
crowd  the  canals  in  the  fall  and  lo  carry  up  the 
rates  of  transportation  to  a  high  %iire,  and  to  de- 
prive the  farmer  and  merchant  of  all  advantage  of 
any  advance  that  was  likely  to  take  place  during 
the  winter  months,  all  of  which  jivere  felt  to  be 
serious  evils.  31 

The  progress  of  oarrailroad8,haBto  a  very  great 
extent,  remedied  these  evil.*;.  We  have  now  four 
lines  of  railroad  extending  to  the  Mississippi  Val- 
ley, and  as  many  more  to  the  great  lakes  and  the 
St.  Lawrence.  These  chaiuiels  of  commerce 
independent  of  all  the  extremes  of  heat  and  cold, 
stand  ready  to  |>our  the  treasures  of  the  inte- 
rior upon  the  seaboard,  whenever  ademand  shlal 
exist.  In  addition,  the  principal  grain  growing 
districts  in  the  interior  are  well  siipplied  with  rail- 
road accommodation,  !^o  that  the  entire  product 
of  these  articles,  may  be  made  available  to  meet 
any  emergency  that  may  arise.  This  i.s  a  great 
point  gained.  Without  railroads,  a  famine  miglit 
exist  in  Europe  or  in  portions  of  our  own  wuntry ,. 
without  our  being  able  to  relieve  \\.  from  our  over- 
flowing stores.  Now  it  is  hardly  possible  that  a 
serious  want  of  breadstufife  shouldrbe  felt  either  in 
this  country  or  Europe,  so  rapidly  could  our  sur- 
plus be  collected  and  forwarded  to  any  given 
point. 

The  crop  of  wheat  and  Indian  com  for  the  pn-- 
sent  year  is  fully  up  to  our  average  one.  through- 
out the  country,  and  with  a  sufficient  demand,  the 
supply  for  exportation  would  be  almost  unlimited. 
Should  these  articles  bear  a  good  price  for  the 
next  six  months  they  will  exert  a  favorable  influ- 
ence upon  our  foreign  and  domestic  commerce. 

The  Europeans  arc  already  reaping  a  double 
benefit  for  the  assistance  they  hjave  afforded  in 
the  construction  of  our  railroads.  They  have  not 
only  made  most  satisfactory  investments,  but  they 
have  enabled  our  people  withiti  a  few  years  to 
nearly  double  their  purchases  of  ft)reign  merchan- 
dise. Witness  the  immense  and  steady  increase 
in  the  amount  o{  our  importations.     The  progress 
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world  thiin  any  one,  and  perhaps  we  may  say  than 
all  other  caoses  whatever.  There  are  no  people 
in  the  world  who  so  universally  indulge  in  the 
use  of  Articles  of  comfort  and  luxury  as  our  own, 
and  none  that  have  such  abundant  means  for  gra- 
tifying their  tastes  and  wants.  A  capitalist  ol  Eu- 
rope accomplishes  a  doable  object  in  sending  his 
money  to  this  country.  A  community  among  us 
very  frequently  undertake  the  construction  of  a 
railroad  as  a  means  of  enlarging  and  improving 
their  other  interests.  As  commerce  is  cosmopo- 
litan, an  European  has  the  same  inducement 
as  our  own  people  to  encourage  our  roads. 
This  he  must  begin  to  see,  and  although  we  may 
not  expect  him  to  undertake  work  in  this  country 
with  such  objects  in  view,  wo  may  expect  him  to 
look  upon  his  investments  with  great  satisfaction, 
when  he  finds  himself  benefitted  in  more  way^ 
than  one. 


Railroad  D«pots< 

The  Eransville  Journal  makes  some  sensible 
remarks  on  the  influence  of  the  location  of  railroad 
depots  npon  real  estate,  which  quite  .igree  with  all 
our  own  observations  upon  the  same  subject. 

The  Journal  says:  "We  have  frequently  noticed 
that  in  Western  cities,  and  by  no  means  excepting 
Evansville,  an  undue  importance  is  attached  to 
the  location  of  Railroad  depots.  In  the  £a»t,  where 
experience  has  been  the  monitor,  the  diflticultics 
in  locating  depots  spring  up  fVom  a  directly  opposite 
cause  to  those  which  arise  here  under  similar  cir- 
cumstances. There,  these  depots,  with  the  terrible 
shrieking  of  locomotives,  the  eternal  rumbling  of 
cars ,  the  noise  and  confusion  of  drays  ,  hacks  and 
omnibuses ,  and  the  frequjnt  cursing  and  blas- 
phemy of  the  collected  crowds  of  people  ,  utterly 
unfit  their  neighborhoods  for  places  of  residence. 
Observation  teaches  us  that  there  depots  nei-cr 
create  business  around  them  or  secure  the  erection 
of  a  number  of  business  houses.  What  then  is  their 
value,  that  they  bring  serious  difficulties  among 
neighbors,  in  almost  every  town  or  small  city,  in 
which  a  depot  is  located  1  Probably  the  person 
or  persons  owning  the  property  selected,  are  bene- 
fitted by  its  sale  ,  but  what  good  point  or  neigh- 
borhood in  a  city  is  especially  benefitted  by  the 
location  of  a  railroad  depot  in  it ;  or  what  one  is 
injured  by  the  location  of  a  depot  at  a  distant  place  ? 

Take  the  experience  of  those  places  in  the  West 
where  there  are  old  established  railroad  depots. 
What  has  the  Little  Miami  Railroad  depot  done 
for  that  j)ortion  of  Cincinnati  in  which  itis  located  ? 
Has  it  built  a  single  house  not  used  for  its  own 
purposes  ?  H.is  it  not  actually  prevented  that  por- 
tion of  the  city  from  improving  with  the  same  ra- 
pidity of  almost  every  part  of  its  outskirtsl  And 
what  lias  its  C.  H.  and  Dayton  Railroad  depot  done 
for  a  directly  opposite  portion  of  the  city  1 — It  has 
vacated  dwelling  houses ,  and  lessened  the  value 
of  property.  It  has  almost  ruined  as  a  place  of 
c/ioicc  residence  ,  one  of  the  most  beautiful  streets 
of  the  city — and  not  a  business  house  luis  it  erected 
in  its  immediate  neighborhood.  A  depot  for  this 
same  road  was  established  at  the  foot  of  Main 
street,  Dayton.  No  person  who  can  avoid  it ,  will 
now  live  in  that  neighborhood.  Rents  have  de- 
creased, and  the  only  thing  it  has  done,  has  been 
to  build  up  a  few  dirty  groggeries  for  the  benefit 
of  dry  passengers,  who  cannot  walk  to  more  distant 
and  respectable  places.  Several  depots  have  been 
establisiied  in  that  vicinity ,  but  property  holders 
thereabouts  have  been  injured.  What  have  the 
railroiul  depots  at  Buffalo  and  Chicago  done  for 
the  particular  ncigborhoo<l8  in  which  they  are  lo- 
cated 7  They  have  been  for  years  on  the  outskirts 
of  those  cities,  yet  there  are  not  much  else  than 
TjMJant  lots  around  them. 

Thus  we  might  continue,  and  prove  that  where 
one  neighborhood  has  received  essential  improve- 
ment from  the  location  of  a  depot  in  it,  fifty  have 
.  actually  had  tbf  ir  prosperity  r«WM"4»4  from  the 
Muae  cause. 


Railroads  are,  it  is  natural  to  presume,  built  for 
the  benefit  of  the  cities  at  which  they  terminate, 
.IS  well  as  for  the  country  they  traverse.  The  lo- 
cation of  depots  in  these  cities ,  should  be  made 
»vith  reference  to  the  one  thing  alone  ;  the  point 
most  convenient  to  the  rojMl  for  the  general  trans- 
action of  its  busiuess,  where  land  can  be  procured 
with  proi>er  cheapness.  This  point  must  be  the 
selection  of  which  will  most  bsnefltthe  city,  one  it 
IS  that  which  will  most  benefit  the  road  ,  and  the 
one  being  benefitted  in  proportion  to  the  other, 
[f  the  location  is  fairly  made  and  by  the  proper 
persons ,  all  bickering  should  there  afler  cease, 
and  he  be  considered  a  traitor  to  the  interests  of 
the  city,  who  would  wilfully  throw  obstacles  in  the 
way  of  the  completion  of  the  improvement ,  by 
agitating  an  unhealthy  fever  on  the  subject  of  de- 
pot location  ,  which  must  have  the  result  to  more 
or  less  injure  the  particular  railroad  enterprise."' 


Rate  of  FrclKlita  on  th«  MUslaslppl  and 
Ohio  Rivers. 

The  owners  of  the  steamboats  running  between 
Louisville  and  New  Orleans,  have  agreed  upon  the 
following  rate  of  charges  for  freights  between  the 
above  cities.  We  publish  the  schedule  as  a  mat- 
ter of  general  interest : 

Through  freight. 
25c  per  100  lbs.  for  lb.  freight. 
60c  per  bbl.  for  pork  and  beef. 
76c  per  tierce  for  pork  and  beef. 
55c  per  bbl.  for  lard. 
70c  per  tierce  for  lard. 
50c  per  bbl  for  Hour  or  beans. 
75c  per  bbl  for  whiskey,  oil  or  eggs. 
45c  per  bbl  for  apples,  onions,  potatoes,  etc. 
15c  i)er  keg  for  lard 
35c  per  100  lbs   for  stoves  and   light  castings, 

l)oatmen  accountable  for  breakage. 
25c  per  sack  for  corn. 

8c  per  bushel  for  oats. 

30c  per  100  lbs  for  bran. 

30c  per  100  lbs  for  bay. 

12ic  per  bushel  tor  wheat. 

5c  per  head  for  cabbage. 

Way  Freight. 

30c  per  100  lbs  for  lb  freight. 

70c  per  bbl  for  pork  and  beef 

90c  per  tierce  for  pork  and  beef 

66c  per  bbl  for  lard. 

85c  per  tierce  for  lard. 

60c  per  bbl  for  flour  or  beans. 

90c  per  bbl  for  whiskey,  oil  or  eggs. 

50c  per  bbl  for  apples,  onions,  potatoes,  etc. 

20c  per  keg  fi>r  lard. 

40c  per  100  lbs  for  stoves  and  light  castings, 

boatmen  accountable  for  breakage. 
30c  per  sack  for  corn. 

10c  per  bushel  for  oats.  '   .        .   . 

35c  jK'r  1(»0  lbs  for  bran. 
35c  jjcr  100  lbs  for  hay. 

•25c  per  100  lbs  gross  for  tobacco  and  an  addi- 
tional charge  of  50c  per  hhd  if  taken  from  the  top 
of  bank  or  warehouse. 

fj  ytGT  ct.  on  all  money  packages,  and  in  all  ca- 
ses a  receipt  or  bill  of  lading  shall  be  signed  for 
them,  except  in  cases  where  money  is  sent  to  fill 
orders  to  be  sent  by  return  of  boat. 

So  per  head  for  mules. 

75c  per  head  for  sheep. 

S6  per  head  for  horses  or  cattle. 

$2  i)er  head  for  calves. 

S3  p«r  head  for  2  year  old  calves. 

84  50  per  head  for,3  year  old  calves. 

And  all  passengers  with  stock  or  freight  of  any 
description  to  be  charged  $15  passage  in  the  cab- 
in, 86  on  deck  when  fed,  S3  if  not  fed,  on  deck  ; 
and  charge  for  extra  feed  in  all  cases. 

76c  for  hogs  weighing  lOi)  lb  and  under. 
I      SI  50  for  hogs  weighing  over  lUO  lbs.  ■..■> 

j      &4  per  dozen  for  pigs  in  coops. 

75c  per  dozen  for  chickens  and  ducks. 

$1  60  per  dozon  for  turkeys  aod  geese. 


Paclllo  Railroad. 

We  give  below  a  characteristic  letter  of  Col. 
Benton,  giving  an  account  of  the  explorations  of 
his  favorite  route  for  a  railroad  to  the  Pacific,  by 
Lieut.  Beale.  We  have  no  doubt  that  numerous 
practicable  routes  exist  for  a  railroad  to  ths  Paci- 
fic, but  we  opine  that  something  more  than  a  mere 
recoimoissance  of  a  traveller  on  horseback,  is  ne- 
cessary to  determine  the  practicability  of  a  route, 
or  its  suporiority  above  all  others. 

"  .  Washington,  September  4,  1868. 

Gentlemen  :  I  send  you  two  letters  just  receiv- 
ed from  Superintendent  Beale  and  Mr.  Harris 
Heap,  and  giving  information  of  their  having 
reached  the  Great  Colorado  of  the  West,  and  found 
the  country  good  for  a  railway  settlement  all  the 
way  out  to  that  river,  which  they  reached  in  five 
days,  after  crossing  the  divorce  line  of  the  waters 
— divortia  aquarum — between  the  Atlantic  and 
Pacific  in  the  middle  of  that  pass,  Coo-cha-toi)e, 
which  Fremont  went  to  find,  which  Leroux  said 
was  there,  and  which  Beale's  p<arty  has  gone 
through.  It  is  not  merely  a  pass  but  a  valley  be- 
tween two  mountains,  with  a  distinct  name  of  its 
own,  '^Sa-vha-rhc  Vatic;/,"  some  forty  miles  long, 
good  for  railroads  and  settlements  and  only  want- 
ing the  hand  of  man  to  make  it  a  perfect  garden  ; 
and  this  in  addition  to  the  Valley  of  Sun  Luis, 
which  connects  with  it.  So  that  problem  is  solved 
at  least  so  far  as  summer  travel  is  concerned,  and 
Fremont  has  gone  out  to  solve  it  in  winter. 

At  the  crossing  of  the  Grand  River  fork  of  the 
Great  Colorado  they  lost  their  arms,  amunition 
and  provision,  by  the  upsetting  of  a  jrirogue  on  her 
fourth  tnp,  and  Beale  sent  back  most  of  the  party 
to  the  Taos  settlements  for  supplies,  he  remaining 
with  a  Delaware  Indian,  a  Mexican,  and  a  lad 
from  Chesti'r,  Pennsylvania,  sheltered  by  a  corral 
which  they  had  built,  i  e.  &  strong  p»n  to  hold 
wild  animals.  He  would  lose  two  weeks  by  this 
accident,  but  be  did  not  turn  bad:,  and  would 
have  gone  on  without  arms  or  provisions  if  he  had 
felt  himself  at  liberty  to  treat  other  people's  lives 
as  he  would  his  own. 

But  the  sending  a  party  back  had  one  good  con- 
sequence ;  they  were  instructed  into  another  pass 
"almost  as  good  as  Coo-cha-tope,  and  one  day's 
travel  shorter,  This  pass  is  called  "Camera,"  the 
Spanish  word  for  sheep,  or  a  ram ;  and  in  that 
pass  they  met  hospitable  Utah  Indians,  who  gave 
them  a  mule  load  of  dried  Buffalo  meat.  It  is 
Bufialo  grazing  ground,  which  proves  it  a  good 
country.  Still  varying  his  route,  Mr.  Heap  would 
return  through  the  pass  that  Williams  was  aiming 
at,  when  he  buried  Col.  Fremont  in  the  snows  of 
the  Sierra  Sanjiian,  this  route  being  still  shorter 
than  the  Camera  but  not  so  good.  So  that  in  con- 
sequence of  this  balk  at  the  river,  Beale's  party 
will  cross  the  Rocky  Mountains  at  three  different 
places  at  the  head  of  the  Del  Norte. 

The  Coo-cha-tope  Pass  was  ascertained  to  be  a 
primeval  Buffalo  route,  and  the  only  one  which 
they  now  travel  in  goin?  from  the  Del  Norte  to 
the  Great  Colorado  wafers  ;  a  fact  which  has  two 
values  with  me  :  first,  as  being  a  proof  that  it  is 
the  best  route,  the  buffalo  having  an  instinct  at 
finding  his  way  more  unerring  than  the  science  of 
the  schools,  which  always  leads  him  the  nearest 
and  best  route  when  he  wishes  to  travel  from  one 
country  to  another;  secondly,  as  being  a  proof 
that  it  is  a  good  country,  with  grass  and  water  and 
shade,  the  said  buffalo  having  another  instinct 
which  makes  him  eschew  the  countries  in  which  it 
requires  science  to  make  the  grass  grow,  and  well 
diggers  to  get  water.  He  hates  a  dvsttrt  aud  nev- 
er goes  to  it.  I    .  ...    .-     ;, 

It  was  the  season  of  high  waters  wTien  Beale 
went  out,  which  are  periodical  and  made  by  the 
melting  of  the  snows  on  the  Wah-satchand  on  the 
Rocky  Mountains.  The  streams  commence  swell- 
ing at  the  vernal  equinox  and  continue  till  the 
summer  solstice,  when  they  subside  and  are  all 
fordable  except  tbo  Upper  Colorado,  called  Green 
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These  letters  from  Beale  and  Heap  cover  the 
only  debauble  ground  on  tlie  Central  Route 
The  whole  route  has  now  been  seen,  (for  Fremont 
knows  the  Grand  River,  aud  all  beyond,)  and  the 
passes  traversed  ;  and  all  found  to  be  good  for 
roads  and  settlements,  and  inviting  the  hand  of 
the  farmer  to  improve  it.  Nothing  is  now  want- 
ing but  the  winter  exploration,  which  Fremont 
has  set  out  to  give.  He  is  not  afraid  of  snows  in 
the  mountains  where  there  are  valleys,  and  pass- 
ess,  and  woods.  He  has  stood  u{>on  a  mountain  in 
a  killing  snow-storm  and  looked  down  into  a  val 
ley  some  thousands  of  feet  below  where  the  sun 
was  shining,  green  grass  covering  the  ground,  and 
the  surface  of  the  water  free  from  ice,  and  named 
one  of  those  places  in  the  dead  of  winter  "Sum- 
mer Lake."  He  has  stood  in  a  valley  looking  at  a 
snow-storm  raging  in  mountains  over  head, 
while  the  mules  were  feeding  at  their  ease  round 
bis  camp.  He  has  been  safe  in  his  camp  in  a 
grove  of  wood  during  a  snow-storm  which  killed 
all  animals  on  the  prairies  ;  witnessed  the  loss  of 
about  a  thousand  head  of  Oovernment  oxen  re- 
turning from  New-Mexico  in  1848,  while  he,  in 
the  same  snow-storm,  sheltered  by  woods,  lost 
not  an  animal,  and  his  men  amused  themselves  in 
hunting  and  killing  buffaloes.  He  is  not  afraid  of 
snows  where  there  are  passes,  valley  or  wood  ; 
and  means  to  stand  in  the  most  elevated  of  these 
passes  on  the  Central  route  in  January  next  He 
will  have  with  him  Indians  and  mountain  men 
who  are  no  more  afraid  of  snow  than  himself 

Beside.s  the  letters  from  Beale  and  Heap,  I  have 
one  from  Mr.  James  H.  Quinn,  of  Taos,  by  the 
same  mail,  in  which  he  says ;  "  Mr.  Leroux  and 
myself,  and  others,  go  up  the  Rio  Grand«  next 
"  week  (letter  dated  July  29th)  to  examine  the 
"  different  passes  between  the  Arkansas  River  and 
"  the  Coo-cha-tope  branch  of  the  Grand  River 
"  fork  of  the  Great  Colorado,  and  will  send  you  a 
"  report  of  our  exploration.  Carson  has  gone  to 
"  California,  and  we  expect  him  back  soon. 
"  Should  he  come  I  will  get  his  report  upon  the 
"  route  laid  down  in  your  letter  to  the  people  of 
"Missouri."  Another  letter  says:  "Let  Fremont 
"  come.  We  will  go  with  him."  Thus,  there  are 
many  passes,  some  not  yet  seen  by  our  mountain 
men,  in  that  quarter.  The  Utah  Indians  say  there 
are  five  through  the  Sierra  Blanca  alone,  proving 
Fremont's  theory,  that  the  mountains  in  that  re- 
gion are  not  continuous  ranges,  but  detached 
blocks  on  a  table  land  of  six  or  seven  thousand 
feet  high,  between  which  blocks  the  first  topogra- 
phical engineers,  the  old  buffalo  buils,  lay  out 
their  roads. 

Respectfully,  yours,     Thomas  H.  Benton. 


Baltimore  and    Ohio   Railroad. 

The  Board  of  Directors  of  the  Baltimore  and 
Ohio  Railroad,  have  adopted  a  resolution  of  lay- 
ing double  track  from  Piermont  to  Baltimore, 
two  hundred  and  six  miles — and  authorized  the 
President  to  negotiate  for  a  loan  to  effect  this  ob- 
ject. The  matter  was  ably  discussed  before  the 
Board,  and  its  importance  to  the  business  of  the 
road  and  the  trade  of  the  city,  was  most  forcibly 
and  conclusively  demonstrated  by  the  President. 

The  proposition  from  the  Union  line  of  steam- 
boats, which  we  noticed  yesterday,  did  not  come 
formally  before  the  Board,  in  the  way  we  stated  ; 
but  another  looking  to  a  more  complete  identifi- 
c.'.tion  of  the  interests  of  the  steamboat  line  with 
the  railroad,  was  brought  forward.  It  was  an  ap- 
plication for  the  Railroad  Company  to  guarantee 
the  Union  line  eight  hundred  dollars  a  day  for 
passengers  aud  freight  westward,  on  every  day 
that  the  boats  belonging  to  it  shall  run,  so  as  to 
secure  them  against  loss  from  trips  eastward. 
The  subject  engaged  an  earnest  debate  in  the 
Board,  and  was  then  rejected  by  a  majority  of 
four  votes.  We  have  not  heard  what  were  the 
arguments  used  for  or  against  the  proposition ; 
but  we  hope  that  it  will  not,  in  any  way  inter- 
fere with  the  good  understanding  between  the 
parties,  or  lead  to  any  separation  of  their  inter- 
e8ts.— JJ/T7/I    Patriot.  T 


Sbip  CMual  arouiiii  lli«  Kttila  of  Miagarat. 

The  company  chartered  at  the  recent  sessoii. 
of  the  Legislature  to  construct  a  ship  canal  in  thi; 
state  around  the  Falls  of  Niagara  has  been  organ 
ized  by  the  choice  of  the  following  partes  as  direc- 
tors. 

William  A.  Bird,  James  L.  Barton  and  Dean 
Richmond,  of  Buffalo ;  Benjamin  Pringle  and  He- 
man  J.  Redfield,  of  Batavia;  Calvin  Hotchkiss  and 
James  Van  Cleve ,  of  Lewiston;  Nathan  Dayton, 
of  Lockport ;  Luther  Wilson ;  Simeon  Draper,  of 
New- York  :  Freeman  Clark  and  John  Fisk,  of  Ro- 
chester; E.G.  Merrick,  of  Clayton;  George  Law, 
of  New-York;  and  Martin  B.Scott,  of  Cleveland. 

The  following  report  and  resolution  was  adopted 
in  the  meetmg  of  the  corporation. 

The  Committee  appointed  to  recommend  mea- 
•sures  to  be  acted  upon  by  this  meeting,  beg  leave 
to  report  that  they  have  considered  the  matter 
submitted  to  them,  and  that  in  their  opinion  it  is 
advisable  that  the  friends  of  the  different  routes 
for  the  proposed  Ship  Canal,  b»  requested  to  pre- 
sent the  claims  and  advantages  of  their  respective 
routes ;  that  all  the  friends  of  the  measure  should 
cordially  and  earnestly  unite  in  presenting  its  vasi 
importance  to  the  country,  and  in  securing  aid  and 
influence  for  its  final  consummation.  And  that,  for 
the  purpose  of  concentrating  and  duly  directing 
the  efforts  of  its  friends,  a  preliminary  Executive 
Committee  of  thirteen  be  appointed  by  this  mee- 
ting to  take  all  such  measures  as  they  may  deem 
necessary  and  proper  to  promote  the  objects  and 
secure  the  great  ands  in  view. 

Fortheattainmentoftheseobjects  the  Committee 
recommend  tine  adoption  of  the  following  reso- 
lution : 

Resolved  ,  That  Simeon  Draper ,  Sandforrl  E 
Church,  Dean  Richmond ,  George  Law,  E.  (i. 
Merrick,  George  W.  Holley  ,  John  Fisk,  Delos  De 
Wolf,  Thomas  Kempshall.  Martin  B.  Scott,  James 
Van  Cleve.  Calvin  Hotchkiss,  and  Luther  Wilson, 
be  appointed  an  Executive  and  Managing  Com- 
mittee, with  plenary  powers,  to  promote  this  great 
undertaking  to  its  completion,  and  that  their  pow- 
ers be  continued  until  the  Company  shall  have 
been  organized  under  its  charter. 


European  and  North  American  Ratlinrar. 

The  ceremony  of  breaking  ground  on  the  Euro- 
pean and  North  American  Railway,  at  St.  lohnon 
the  14th  of  September,  will  be  the  most  imposing 
affair  of  the  kind  that  has  taken  place  in  that 
countrj'.  Mr.  Stephenson,  Mr.  Jackson,  and  Mr, 
Betts,  are  to  be  present,  with  the  offieial  person- 
ages of  all  British  North  America,  and  full  delega- 
tions from  the  United  States. 

The  Quebec  and  Richmond  road  is  going  for- 
ward with  great  despatch,  and  Quebec  will  be 
united  with  Portland  within  a  twelvemonth. 


Fare  to  Baltimore   from    Pliiladelpta. 

The  Richmond,  Fredericksburg  and  Potomac 
Railroad  Company  give  notice,  that  they  will  be 
prepared,  on  and  after  Monday  the  15th  inst,  to 
issue  through  tickets  from  Richmond  to  Baltimore 
for  $6,  aud  to  Philadelphia  for  S8.  The  traveler 
can  now  overcome  the  distance  between  New 
York  in  20  hours,  and  a  cost  of  SIO,  and  not  ex- 
ceeding $11,  ^_  the  difference  depending  on  which 
of  the  trains  are  taken  at  Philadelphia)— low 
enough,  certainly,  when  reference  is  had  to  the 
speed,  comfort,  and  convenience  which  attend  the 
trip. 

The  present  rates  of  this  road  are,  we  believe, 
as  follows  : 

From  Richmond  to  Fredericksburg $2  50 

From  Fredericksburg  to   Washington 3  00 

From  Washington  to  Baltimore 1  20 

From  Baltimore  to   Philadelphia 3  00 
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The  fare  from  Philadelphia  to  Washington,  will 
OAia  we  presume^  as  at  present  $5  60. 


Oiklo    Mail  lliluoia. 

The  correspondence  of  the  Buffalo  Commercial 
\dvertiser  speaks  as  follows  of  some  of  the  new 
lines  in  thc.%'  states.  ] 

The  Toledo  and  Illinois,  and  Lake  Erie,  Wabasli 
and  St.  Louis  Railroads,  will  funn  acontinous  line 
I'rom  Toledo  to  Dausville,  111.,  at  which  point  the 
iine  intersects  a  direct  line  of  toads  leading 
lo  Alton  and  St.  Louis.  The  road  from  Toledo 
to  Dansville  passes  though  the  valleys  of  the  Mau- 
mee  and  Wabash  rivers,  touching  every  important 
point  on  both  rivers,  and  will  be  at  least  50  milet» 
nearer  St.  Louis  than  the  route  via  Laporte  and 
Joliet,  and  about  100  miles  nearer  Buffalo  than  the 
route  via  Cincinnati.  The  contractors  are  at  work 
jn  every  division  of  this  road ,  and  itii  completioo 
will  be  announced  within  18  montlis.  In  a  distance 
of  245  miles ,  being  the  length  of  the  road  from 
Toledo  to  Dansville  the  deflection  from  an  air  line 
IS  less  than  five  miles;  while  from  Djutsvillc  to  St. 
Louis,  a  distance  of  175  miles,  a  dirept  line  will  be 
obtained.  On  the  completion  of  this  line  of  roads, 
passengers  can  leave  St.  Louis  inthetmoruing,  and 
be  landed  at  Toledo  in  the  evening  i^  time  to  take 
the  eastern  cars  or  boats  for  Buffalo,  thus  enabling 
them  to  reach  Buflklo  in  24  hours  from  St.  Louis. 
This  will  be  a  "cut  off"  worthy  of  note  by  ail 
western  travelers;  while  in  addition. to  its  dirccl- 
uess,  the  line  will  have  the  great  advantage  of 
connecting  the  most  enterprising  inlfind  towns  of 
the  West,  (Fort  Wayne,  Peru,  Logansport,  La 
Fayette,  .Vttica,  &.c.,&c..)  with  Lake  Erie  and  its 
flourishing  cities,  not  omitting  Tonawanda. 

At  Dansville,  the  Lake  Erie,  Wabash  and  St. 
Louis  railroad  will  connect  with  a  lint;  of  railroads 
running  almost  due  west  to  St.  Josephs,  Mi«souri, 
a  disuuicc  of  about  475  miles,  )>assiQg>  through  the 
richest  parts  of  Illinois  and  Missouri.  Of  this  line, 
a  portion  is  already  constructed,  and  1  am  assured 
the  residue  will  be  completed  in  eighteen  months. 
.\nother  important  tributary  to  thiSjlinc  of  roads 
is  a  railroad  now  projected  from  La  Fayette,  la., 
through  Bloomington,  Pekin,  &c.,  111.',  to  Keokuk, 
Iowa,  245  miles.  Over  a  million  of  (iollars  have 
been  subscribed  to  the  capital  stock  of  this  Com- 
pany on  the  line  of  the  road,  and  the  indications 
are  favorable  to  its  early  construction.'  When  com- 
pleted ,  this  road  will  bring  to  tho  Wabash  Valley 
line  the  business  of  Southern  Iowa,  |»articul«rly  thai 
of  the  Des  Moines  valley,  and  that  of'CentraJ  Illi- 
nois ,  which  now  has  no  direct  outlet  by  railroad. 


TlkeiCar  "Wheel    Patent  ftnlt. 

The  Cooperstown  Journal  of  Friday  last  makes 
the  following  mention  of  this  suit,  which  was 
before  the  U.  S.  Circuit  Court  duritig  the  last 
week  in  July  : 

The  suit  alluded  to  last  week  of  Boss  Wynans 
against  Eaton  and  Gilbert,  now  pending  before 
Judge  Nelson,  is  one  of  the  most  important  patent 
suits  ever  tried  in  this  country,  involving  interests 
private  and  public,  of  great  magnitudie.  Wynans 
applies  for  an  injunction  to  proven^  defendant 
from  manufacturing  the  common  eigh)  wheel  cars. 
Wynans  claims  to  have  invented  and  did  patent  it, 
in  1834,  which  patent  was  extended  in  1848.  His 
first  demands  against  manufacturers  Were  made, 
we  arc  informed,  about  1847,  such  demands^ 
however,  were  made  against  several  railro«d 
companies  previous  to  that  time.  The  leading 
points  of  defence  ai-e,  want  of  novelty  and  origi- 
nality— the  principle  contained  in  the  ^ight  wheel- 
ed cars  it  is  maintained,  having  been  patented  in 
England  in  1812  and  was  known  an4  published 
in  1825,  by  Tredgold  ;  and  that  its  principles  are 
civextensive  with  the  railroads  of  this  countrj. 
Second  its  apparent  abandonment  in  suffering  the 
principle  claimed  to  go   into  general   use.     Gov. 

IBeward  is  retained  by  the  Central  line  oT  Railroads, 
against  whom  suits  are  now  pending,  for  the  u.^ 
of  eight  wheel  cars. 
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HarrUburgh    H.    R. 

The  annual  meeting  ot  the  stockholders  of  the 
Harrisburg  R»ilroad  Company  was  held  at  the  of- 
fice of  the  company  ,  in  Philadelphia,  a  few  days 
since.  The  president  snbnnlted  a  report  of /he 
business  of  the  road  for  the  past  year.  The  income 
of  the  road  for  the  fiscal  year  ending  on  the  Slat 
ult.,  is  S263,278,  being  an  increase  over  receipts  of 
th«  previous  year  of  S68,028.  Included  in  the  rc- 
c  ^ipts  is  an  item  of  SI  7, 000  from  the  Pennsylvania 
Railroad  Company,  earned  and  due  in  1852.  The 
profit,  afUT  the  expenses  and  paying  interest  on 
the  funded  debt,  is  S107 ,302  equal  to  about  13  per 
cent.  The  wrhole  number  of  passengers  carried  is 
128,719  being  an  increase  over  last  year,  of  19,060. 
The  receipts  from  passengers  are  S126,288  being 
an  increase  over  the  receipts  of  last  year  o($o  76'J. 
The  receipts  from  freight  are  $126,280,  being  an 
an  increase  of  So8,198.  The  current  expenses  of 
the  year  are  8117,305  jigainst  $92,316  hist  year. 
The  road  is  reported  in  good  order ,  and  its  man- 
gement,  with  some  felicity,  pride  themselves  on  the 
fact  that,  for  ten  years,  it  has  been  exempt  from 
any  serious  accident.  The  law  passeii  at  the  last 
session  of  the  legislature,  authorizing  the  company 
to  enlarge  the  bed  of  their  road,  to  make  a  loan 
of  a  million  of  dollars  to  meet  the  payment  of  loans 
falling  d\ie  in  1853,  and  to  enable  the  company  to 
lay  down  a  second  track,  h.is  been  accepted  at  a 
special  meeting,  the  bonds  prepared,  some  of  which 
have  already  been  exchanged,  and  others  are  ready 
whenever  holders  shall  desire  to  make  the  ex- 
change. 

Great  Western  R.  R.  of  Canada. 

The  editor  of  the  Detroit  Tribune  has  been  over 
a  portion  of  the  line  of  this  road  and  gives  the 
following  account,  of  the  condition  progress  os  this 
work. 

The  length  of  the  Great  Western  Railroad  is  two 
hundred  and  eighty  miles.  It  is  as  near  an  air-line 
as  it  could  well  be  made, — several  sections  upon  it 
being  perfectly  straight ,  varying  in  length  from 
sixteen  to  fifty  miles.  No  pains  or  expense  has 
been  spared  to  make  it  substantial  in  every  re- 
spect. Our  Canada  friends  even  Halter  themselves 
and  assure  us  that  as  whole  and  for  it.s  length  ,  it 
will  be  the  best  railroad  an  the  American  continent. 

The  most  gratifying  result  of  our  trip,  is  the  as- 
surance that  tlic  entire  road  from  Windsor  to  JVia- 
gara  ,  and  all  the  cquipiin-nts,  trill  be  comidrtid  and 
ready  for  regular  throuLih  trains  on  the  first  day 
of  January  next.  The  western  section  is  to  be  done 
by  the  15  th  of  the  present  month  ,  when  the  con- 
tractor, now  working  from  Chatham  west,  will  com- 
mence work  eastward  also.  The  deep  cut  and  heavy 
work  east  of  Hamilton  ,  the  contractor  assure  us 
will  be  ready,  and  the  track  laid  on  the  whole  line 
by  the  20th  of  December,  so  that  all  the  running 
machinery  of  the  road  can  be  disposed  of  and  every 
arrangement  complete  for  uninterrupted  travel  from 
January  1,  1854.  The  new  wire  bridge  across  the 
Niagara  river  is  already  in  a  good  state  of  progress. 
It  is  to  be  built  oicr  the  present  bridge, — that  hav- 
ing been  designed  and  constructed,  we  are  infor- 
med as  a  platform  merely  to  facilitate  the  construc- 
tion of  the  principal  crossing. 

Cincinnati    Union  and  Fort   Wajrne  Rail- 
road. 

The  grading  of  the  entire  line  of  this  road  was 

let  by  the  Directors,  at  Union,  on  the  first  day  of 

September    instant,    at    very     favorable     rates. 

Twenty  miles  at  each  end  are  to  be  completed  by 

the  first  day  of  September  next,  and  the   balance 

by  the  first  day  of  March  1865.     This  will  enable 

the  company  to  lay  down  the  iron  from   Union  to 

Portland,  at  the  south  end,  and  from  Fort  Wayne 

to  Decatur,  at  the  north  end,  in  the  fall  of  1854, 

and  on  the  remainder  of  the  line  in  the  spring   of 

1866. 

The  Company  have  recently  sold  some  of  their 
first  bonds  at  par  These  bonds  are  based  on  the 
land  subscriptions  to  the  Company,  at  their  cash 


value  ascerU'iined  by  appraisers,  and  are  consider- 
ed very  good  security  for  the  money,  as  they  will 
be  much  enhanced  in  value  by  th«  construction 
of  the  road. 

Railroad*  In  MTIsconsInt 

A  contract  has  been  concluded  which  insures 
the  early  completion  of  the  Milwankie  and  Miss- 
issippi Road  to  Prarie  du  Chieu.  The  La  Crosse 
road  is  under  contnact,  to  Portage  on  the  Wis- 
consin river  ;  the  Watertown  road  is  being  push- 
ed forward  toward  completion,  and  the  Milwaukie, 
Fond  du  Lac  and  Green  Bay  road,  (which  in  con- 
nection with  the  Lake  Shore  road,  will  furnish  the 
most  direct  route  from  Chicago  to  the  North)  has 
concluded  a  contract  with  the  LaCrosse  company, 
by  which  the  latter  company  agree  to  use  twenty 
miles  of  the  Milwaukie  eml  of  the  Fond  du  Lac 
roaul,  paying  therefor  eight  per  cent  on  the  entire 
cost,  I  hus  insuring  to  the  company  an  income  of 
about  forty  thousand  dollars  per  annum.  They 
have  purchased  a  sufficient  quantity  of  rails  to  lay 
thiity-seven  miles  of  road,  and  on  the  fifth  inst., 
one  month  from  the  date  of  their  organization,  a 
contract  was  signed  for  the  construction  and 
equipment  of  the  entirj  road  from  Milwaukie  to 
Oshkosh,  a  distance  of  eighty  miles,  to  be  com- 
pleted by  the  first  of  January. 

Considering  the  present  price  of  iron,  the  con- 
tract is  a  favorable  one.  being  twenty  thousand 
five  hundred  dollars  per  mile  for  full  equipmects 
of  the  best  character,  and  rails  fifty-eight  pounds 
to  the  lineal  yard— the  road  to  be  constructed 
in  a  manner  equal  to  the  best  £astern  Roads- 


Neur  Arran](cmi*uts  for  the  Newr  York   and 
Baltliiiore   Trav«l> 

The  Philadelphia  Ledger  states  that  the  South- 
wark  Railroad  Company  have  unanimously  resolv- 
ed to  lease  their  road  to  the  Philadelphia,  Wil- 
mington and  Baltimore  Railroad  Company  for  the 
term  of  fifteen  years.  The  terms  are  that  the 
lessees  shall  pay  9  per  cent,  per  annum  on  the  part 
value  of  the  stock,  or  the  whole  cost  of  the  road 
after  it  has  been  put  in  order.  An  instalment  of 
S4  or  S6  i>er  share  will  be  called  for  by  the  South- 
wark  company,  and  a  new  track  immediately  laid 
connecting  the  Baltimore  depot  at  Broad  and 
Prime^treets  with  the  property  on  Washington 
street  wharf,  lately  purchased  by  Messrs.  Merser 
&  Pechin.  A  depot  will  be  built  there  by  the 
Baltimore  Raiload  Company,  and  when  the 
arrangements  are  completed  passengers  and 
freight  going  through  from  New  York  to  Balti- 
more, or  rice  versa,  will  be  transferred  by'means 
of  a  steamboat  from  cne  road  to  the  other  with- 
out the  delay  occasioned  by  the  present  mode  of 
transportation. 


Pan     Handle    Railroad. 

We  understand  that  the  CircuitCourt  of  Brooke 
county  (which  adjourned  this  morning,)  has 
granted  a  rule,  on  motion  of  the  attorney  for  the 
commonwealth  in  that  county,  against  the  parties 
engaged  in  attempting  to  construct  the  Pittsburg 
and  Steubenville  Railroad  across  the  "  Pan  Han- 
dle" of  Virginia.  The  rule  requires  the  parties 
to  show  cause  why  a  criminal  information  shall 
not  be  filed  against  them  by  the  attorney  for  the 
commonwealth,  for  illegally  engaging  in  the  con- 
construction  of  the  work  for  the  benefit  of  a 
railroad  corporation  of  the  State  of  Pennsylvania, 
to  which  the  Legislature  of  this  State  has  denied 
the  privilege  of  constructing  it. —  Wheeling  Argus, 
Sept. 


New  Albany  and  Cincinnati  Kallroad. 

A  meeting  was  held  Aug.  9th,  at  Rising  Sun,  for 
the  purpose  of  organizing  a  company  to  build  a 
railroad  from  New  Albany  to  Cincinnati.  Articles 
of  association  were  reported  and  adopted,  and  Di- 
rectors chosen. 

E.  Case,  of  Switzerland  county,  was  President 
of  the  meeting,  and  M.  Gregg,  of  New  Albany, 
Vice  President.  The  following  named  gentlemen 
were  chosen  directors,  viz  : 

Floyd  County — James  Montgomery,  Thomas 
L.  Smith,  John  B.  Winstandly,  John  S.  Davis. 

Switzerland  County— U.  P.  Schenck,  F.  L.  Ori- 
sard,  J.  McCutcheon,  Eliphalet  Case. 

Ohio  County— A.  C.  Pepper,  H.  T.  Williams,  D. 
G.  Rabb,  John  C.  Miller. 

Dearborn  Comity — Daniel  S.  Major. 

Marietta  and  ClnclnnaU  Rai:road. 

We  learn  that  at  a  meeting  of  the  Shareholders, 
held  at  Chillicotbe,  Ohio,  on  the  17th  inst,  the 
following  gentlemen  were  elected  to  serve  as 
Directors  for  the  ensuing  year :  W.  P.  Cutler, 
John  Mills,  Douglas  Putnam,  Noah  L.  Wilson, 
Beman  Gates,  John  0.  Cram,  Wm.  S.  Nye,  John 
Maderia,  M.  Scott  Cook,  Francis  Campbell, 
Abraham  Heigher,  A.  B.  Walker,  Hugh  Smart ; 
and  at  a  meeting  of  the  Directors,  Wm.  P.  Cut- 
ler, Esq.,  was  re-elected  President ;  Col.  John 
Maderia,  Treasurer  ;  andC.  W.  Ely,  Secretary. 

Loan  and  Iron  for  the  Oakland  and  Ottawa 
Railroad. 

We  learn  from  the  Pctroil  Tribune  that:  The 
agent  of  the  Oakland  and  Ottawa  Railroad  Com- 
pany has  i-ccently  returned  from  Europe  ,  having 
been  entirely  .successful  in  effecting  a  contract  for 
as  much  of  the  Iron  as  the  Company  desired  to 
procure  at  the  present .  and  in  negotiating  a  loan 
of  $3,000,00* >  on  favorable  terms.  He  has  contrac- 
ted for  6000  tons  of  Iron  ,  at  S46  50  per  ton,  one 
third  to  be  paid  in  the  bonds  of  the  Company,  and 
two  thirds  in  cash.  The  conditions  of  the  loan  are 
two  thirds  of  the  amount,  ($2,000,000)  in  the 
Company's  bonds,  and  one  third,  or  $1,000,000,  in 
the  stock  of  the  Road.  The  balance  of  the  Iron 
required  for  completing  the  whole  line,  could  have 
been  contracted  for  at  the  same  rate,  and  upon  the 
same  terms  bad  the  Company  desired  it  at  the  pre- 
sent time.  The  loan  was  negotiated  with  the  same 
parties  as  the  loan  for  the  Great  Western  Road. 

The  Bonds  are  to  l)c  taken  at  par,  bearing  6  per 
cent,  interest,  and  the  Iron  is  to  be  delivered  im- 
mediately. These  are  much  more  favorable  terms 
than  the  most  sanguine  friends  of  the  enterpri/e 
could  have  hoped. 

Central    Ohio  Railroad  Stock*' 

Five  hundred  shares  of  the  stock  of  this  Railroad 
were  sold  in  front  of  the  Court  House  on  Wednes- 
day the  3d  ult.,  by  C.  W.  Spaulding,  Auctioneer. 
It  was  bought  up  readily  at  94  and  95  cents  on  the 
dollar ,  only  a  few  shares  selling  for  the  lowest 
price  named. 

The  stockholders  of  the  Central  Ohio  Road,  at 
the  election  for  Directors,  on  Tuesday,  voted  on  the 
question  of  subscribing  one  hundred  thousand  dol- 
lars of  stock  to  the  Cincinnatti,  Wilmington  and 
Zanesvillc  Road,  and  by  an  almost  unaninifous  vote 
determined  to  subscribe  that  amount.  This ,  we 
have  no  doubt,  will  facilitate  the  completion  of  that 
road,  and  will  prove  to  be  a  discreet  and  good  in 
vestment. — Zanesvelk  Covr. 


New  York  Central  Railroad.  ' .  ''  ^ 

We  learn  from  the  Albany  Journal  that  th  > 
Central  Railroad  Company  have  commenced  clear- 
ing away  to  find  space  for  the  new  machine  shops, 
locomotive  ^c»ase,  &c.  and  the  foundation  will 
soon  be  laid  for  the  most  magnificent  Passenger 
Depot  in  the  Uoion. 


^K*qp«7f9m;K;pHPiP!Wi«ijniL.wy;}'Lki«'i'r  ''"a^i-sa  |^ui,t.  *}<.- 
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Tt&e  Straight  Llue  fUtllroad  In  Idlana. 

The  State  Sentinel  of  the  15th  ult.  contains  the 
following  in  relation  to  the  meeting  of  the  Board 
of  Directors  of  the  Straight  Line  Railroad  : 

We  learn  that  the  Board  of  Directors  of  the 
Evansville,  Indianapolis,  and  Cleveland  Straight 
Line  Railroad  Company,  at  their  session  last  Week 
in  this  city,  so  far  modified  their  by-laws  as  to 
take  land  lying  within  ten  miles  of  the  line  of  the 
road,  and  within  six  miles  of  the  Wabash  and 
Erie  Canal,  south  of  Terre  Haute.  Slock  was 
also  ordered  to  be  taken,  conditioned  upon  the 
location  of  the  Road,  on  each  side  of  the  White 
river,  from  Indianapolis  to  Newberry,  and  upon 
the  completing  lines  South  of  Newberry.  The 
Board  also  directed  the  proposals  to  be  received 
subject  to  the  action  of  the  Board  at  the  next 
session,  for  the  construction  of  the  road  from  In- 
dianapolis to  Evansville,  as  appears  by  the  notice 
of  the  President  and  Vice  President  in  our  adver- 
tising columns.  Cash  stock  was  made  payable  in 
instalments  not  exceeding  ten  per  cent,  every 
ninety  days.  James  Greene,  late  of  Evansville, 
was  unanimously  elected  Secretary  of  the  Com- 
pany. 

The  Board  then  adjourned  to  meet  on  the  11th 
of  October,  when  the  road  is  to  be  permanently 
located  fh>m  Evansville  to  Union,  and  let  from 
Indianapolis  to  Evansville. — The  stock  prospect 
is  highly  encouraging  to  the  Company,  and  it  is 
anticipated  that  the  next  sixty  days  will  increase 
it  lai^ly. 

Freight  of  Coal  from  Ho^a  Scotia* 

The  Eastern  Chronicle  says  a  larger  amount  of 
coal  has  been  shipped  from  Nova  Scotia  the  pres- 
ent season,  up  to  this  date,  than  has  been  in  the 
corresponding  portion  of  any  season  for  some  years 
past. — Freights  have  ranged  higher  than  for  the 
previous  two  years,  and  vessels  engaged  in  the 
trade  have  been  doing  a  profitable  business. 
Freights  are  at  present  as  follows : 
For  Boston  (below  Bridges,)  per  chald»'on  $2  75. 

New  York,  per  chaldron,  $4  Mines  measure. 
Providence,  do  $3  26,  custom  house  measure. 

Newburyport,  do  S2  75,  to  S3  do  do 
Portsmouth,  do$2  66,  to  $2  70  do  do 
Philadelphia,  per  ton,  $2  50,  on  $3  p.  ch.    do 

There  are  at  present  about  50  vessels  in  port, 
all  of  which  were  chartered  previous  to,  or  imme- 
diately on  their  arrival.  The  above  rates  are  some- 
what higher  than  were  given  during  the  months 
of  June  and  July,  and  there  is  prospect  of  a  still 
further  rise  from  the  increasing  demand  for  coal 
and  the  comparative  scarcity  of  vessels. 


LITHOGRAPirr. 

PUBLISHERS,  Civil  Ir  ifneen,  Mtchhitttii  Ml 
quiring  Lithographs,  plain  or  in  coloi%  «•■  4api 
high  finish  of  their  designs,  along  with  prnmntnoM  Mid  i 

..       DAVID  OHILLAB,' 
-c-  SO  South  Srd  StfMt. 

May  lat,  186S.  PhilMMphta. 


BUJL^DS''     L.lQ,(Jli>, 

FOR  DISSOLVING  AND  PREVENTING . 
INCRUSTATIONS  IN  STEAM  BOILERS, 

IS  acknowledged  by  all  who  have  used  it,  to  be  the  best  pre- 
ventive ever  introduced  to  the  notice  of  the  public.  It  is  not 
ii^urious  to  the  Boiler*,  even  if  used  in  large  quantities,  and  is 
now  in  general  use  in  a  great  part  of  Europe,  on  Railroads  and 
Steamboats,  and  for  Stationary  Boilers. 

By  the  use  of  this  liquid,  old  incrtisted  boilers,  and  principally 
tubular  bailers,  which  fl-om  their  construction  are  in  general  very 
difficult  and  in  some  cases  impossible  to  be  cleaned,  may  be  fre- 
ed ft-om  incrustation  In  a  few  days,  and  by  the  continued  use  of 
it  kept  entirel)'  free  from  any  future  accumulation,  thereby  in- 
creasing the  generation  of  steam,  reducing  the  consumption  of 
iUcl  and  diminishing  the  danger  of  explosions. 

The  proprietors  of  Brands'  Liquid  are  so  confident  of  the  mer- 
its of  this  inventioQ,  that  they  offer  one  barrel  gratis  to  parties 
willing  to  make  a  trial,  and  to  be  paid  for  ooly  in  caae  of  suc- 
en. 

DirectiODS  for  the  use  of  Brands'  Liquid,  with  teetimouials,  to- 
gettier  with  ftiL  particulars,  may  be  obtained  iVom  the  Agents, 
Messrs.  BOURRY  &  ROEDER, 
Consulting  ard  Mechanical  Engineen, 

Auf.  10,  18^  98S  BtoaAm^,  N.  Y. 


N.  York  aud  a.  Haven  U,  K. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Commencing  Mondqi/,  May  9, 1863. 


TRAINS 

7  A.  M. 


8  A.M.— 


TO  KBW  TOBK. 
'Special,  from  Porl 
Chester. 

ComniutatJoo  ttom 
New  Haven. 
Accommodation  ftn 
New  Havea 
Accommodation  to 
New  Uavcn. 
Express  Ttxxn  New 
Uavcn,  Stopping  at 
Bridge{>ort,      Nor- 
walk  and  Stamford. 
Boston       Express, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 
Special,  from  Port 
Chester. 

Accommodation  ftn 
Mew  Uavea 
Boston  Express, 
stopping  at  Bridge- 
port, Norwalk  auO 
Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  Sup't 
New  Haven,  May,  X^b'i. 


9.10  A.M. 

ILSO  A.M.- 

3-00  P.M. 

4.00  P.J1- 

6.00  P.M.- 

6.35  P.M.- 

6.30  P.M. 

FROM  KEW  TORE.        |         TRAIHS 
— Accommodation  to;6.30  A.M. — I 

New  Haven.  ' 

Express  ibr  Boston, i6.00  A.M. 

stopping  at  Stam-1 

ford    and    Bridge-  6.15  A.Bt— . 

port 
—Special    for    Port|8.15  A.M.— . 

Chester. 

AccommodatioD  fi>ri9.35  A.M. 

New  Havea 
— Express    for    Newj 

Hitven,  stopping  at  I 

Stamford,  Norwalkil-07  P.M.— 

and  Bridgeport 
— Accommodation  for 

New  Havea 
— ExpresH  for  Boston, 

stopping  at  N.  Us- 

veiL 
— Commutation  for  N. 

Havea 
— Special     for    Port 

Chester. 


4.00  P.M.— 1 
4.00  P.M.—. 
9.30  P.M.- 


SIXTY  MILES  DISTANCE  SAVED!— ONLY  THIKT  V-8IX 
AND  A  HALF  UOLKS  TO  CHICAGO. 

MICHIGAN  SOUTHER.N  RAILROAD  LINE,  earning  the 
Great  Wt-stom  U.  S  Tlirough  Mail— FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  and  all 
Ports  (HI  Lake  MicliigaiL — Through  fhjin  liultitlo  to  Monroe  IN 
FOURTEEN  HOURS  WITHOUJ  LANDING. 

The  following  magiiiliccot  and  unc<iuulled  steamers  from  the 
line  between  Bulfolu  aud  Monroe  : 

EMPIRE  STATE.  J.  WiLSOS,  Commander,  k?j»ves  Buflfak) 
MfKKlays  and  Thursdayr*. 

SOUTHERN  .MICHIGAN,  A.  D.  P«rkiS8,  Commander, 
leaves  Bullhlo  Tuesdays  au$l  Fridays. 

NORTHERN  INDIANA,  I.  T.  Phbati,  Coiuniaiider,  teafee 
BuUalo  VVeJiiejfdays  aud  Saturdays. 

One  of  the  above  splendid  steamers  will  leave  the  Michigan 
Southern  Railroad  Line  Dock,  at  9  o'clock,  P.  tlL  every  day, 
(except  Sundays)  and  run  direct  through  to  Monroe  without 
laudiiig,  in  14  hours,  where  the  Ligtatniiig  Express  Train  will  be 
in  waiting  to  take  passengers  direct  to  Chicago  in  8  houre  ;  ar- 
riving next  evening  after  leaviiig  Butblo. 

THE  LAKE  SHORE  RAILROAD. 
runs  in  connection  with  this  lijie,  forming  the  ooly  continuous  line 
of  Railroad  to  Chicago  and  the  Illinois  River. 

For  Through  Tickets,  by  New-Ywk  and  Erie  and  BuflSUo  and 
New-York  City  Railroad  via  Biiftak),  or  by  the  PeQi>le'8  Line  of 
Steamboats,  Hudson  River  Railroad  via  Alban>  and  Buffiilo,  ap- 
ply to 

JOHN  F.  PORTER,  Agent, 
No.  193  Broadway,  comer  Dey-st,  N.  T. 


GRE\T  WESTERN  M41L  LIRE.— SIXTY 
MILES  DISTANCE  SAVED,  by  taking  Uie  MICHIGAN 
SODTUEHN  AND  NORTHERN  INDIANA  RAILROAD.— 
Through  tickets  for  Chicago,  St.  Louis,  Milwaukee,  Racuie,  Ken- 
osha, Waukeg-an,  aud  Sliebuygen,  by  New  York  aud  Ene  Rail- 
road via  Dunkirk,  and  Butt'alo  and  New  York  City  Railroad  : 
People's  Liue  of  Steamboats,  Hudson  River  Railroad,  via  Bui^ 
(klo,  connecting  at  Buttiilo  with  the  spksndid  steamers  EMPIRE 
STATE,  i.  Wilson,  Commander,  Monda>-8  and  Thursdays: 
SOUTHERN  MICH.GAN,  D.  Pkrkiss,  Commander,  Wed- 
nesdaysaiid  Saturdays;  NORTHERN  INDIANA,  L  T.  Pheatt, 
Conuiiuuder,  Tuesdays  and  Fridays  -,  leaving  Bufliilo  every  eve- 
ning (Sundays  exceiited.)  These  steamers  are  low  pressure, 
buillt  expressly  for  the  Luke  trade,  and  for  finish,  speed,  strength 
and  safety,  have  no  superiors  anywhere. 

The  coiiDectioDS  with  the  Express  Trains  at  Toledo  and  Moo- 
roe,  for  Chicago  and  St.  Louis,  are  perfect,  and  can  be  relied 
upon. 

Forty  hours  from  New  York  to  Chicago.  Time  and  mooey 
saved  by  taking  this  Line. 

Passengers  preferring  it,  can  take  the  Lake  Shore  Railroad  to 
Toledo,  the  Michigan  Southern  and  Northern  Indiana  Railroad 
to  Chicago,  theoce  by  the  Rock  Island  Railroad  to  La  SaJle, 
forming  tlie  ooly  continuous  line  of  Railroad  to  the  IHiaois  river. 

For  through  tickets  or  freight  apply  to 
JOHN  F.  PORTER,  Aj^t,  193  Broadway,  cor.  Dey  st 

Aiew  York  and  £rie  K.  R. 


Railroad  Iron. 

OO/^Q  Tons,  T  jiatteni,  weighing  at)out  l>'  lbs.  per  yard. 
/^OvJt/   of  Gu<'st  4  (\»'s  make  ^GL).  i-hortly  expvelcd  at 


tins  port,  for  sale  by 
Siein.  7. 


BiOOR»lAN,  JOHNSTON  «t  CO., 
00  BrWMlway,  New  Yoik. 


Railroad  Iron. 

THE  Subscribers  are  at  all  tiiiice  iire[>ared  to  enter  mto  con 
traets  for  Railroad  Iron,  of  Messrs.  Guest  A-  Co.,  or  otlM-r 
leading  nuuiufacturers  make,  delivered  fi^i*  ou  board  veitB*.  m 
England  or  in  thix  country. 

BOORMAN,  JOdlNSTON  *  CO, 


Se|>t. 


90  BroadwM),  New  Yotfc. 


Stuart,  Serrell  &  Co., 

CIVIL  ENGINEERS, 

j  Rooms  22,  24,  2e  &  27, 
I  157  Broadway,  New  York, 

Charles  b.  Sttart,  Edward  W.  Serkell 

Damel  Marsh,  Samdil  McElrov. 


ludia-Rubber  Railroad  Car 
Springs,  etc. 

THE  UNITED  STATES  CAR  SPRING  COMPANY,  hav 
ing  completed  their  new  Factor>-,  are  iiianuikcturiiig  aiid  fur- 
nishing; to  Railroad  Companies,  and  Car  Builders,  RUBBER 
UPRlSim  of  the  best  quality,  on  the  niowt  favorable  terms 

Also,   Mc.Mulk.ii'8  superior    WHITE  HOSE,   not   only  for 
Railroads,  but  all  other  puriiotK*.  and  ot  auv  size  or  Uiicknow 
ONUireit                                               Olttee  No.tt  Cbff  street, 
Aug.  10, 1853.        8in New  York. 


Drawing^. 

BBLANDOWSKI,  TopograRhical  and  Ortia- 
•  luenlAl  Draughtsman  and  Designer.  Maps 
accurately  drawn,  enlaigud  or  rcdnced  from  notes 
or  copies.  Ornamental  designs  for  decorations.fur- 
uiture,  fences  and  ornamental  foundry  work.  Ar- 
chitectural de8ig;ns.  Drawings  from  Dature  care- 
fully prepared. 

References.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  corner  df  Franklin  and 
Center  streets,  New  York.  Also  H.  V.  Poor,  Esq., 
Editor  Railroad  Journal,  and  Zerah  Colburn,  As- 
sistant do. 

Address,  care  of  Railroad  Journal,  9  Spruce 
street  New  York. 


A 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follows,  viz : — 


Dat  Express,  at  e  a.  m.  fer  BufBilo  direct,  over  the  N.  Y. 
and  £.  R.  R.,  and  the  Buffalo  and  N.  York  City  R.  R.,  without 
change  of  baggage  or  cars  ;  and  alio  for  Dunkirk. 

Mail,  at  8  vlvo.  for  Dunkirk  and  Buffiilo,  and  all  intermediate 
stations.  Passengers  by  this  tniin  win  reiuuiii  over  night  at  any 
station  between  Susquehanna  and  Coming,  and  proce^  the  next 
morning. 

AcooMitoDATiOH,  at  12X  p.BL  for  Delaware  and  all  interme- 
diate stations. 

Wat,  at  3)i  p.m.  fbr  Delaware  and  all  intermediate  statlooa. 

NiOBT  ExpRCBS,  at  6  p.  m.  for  Dunkirk  and  Buniik). 

EmORAHT,  at  7  p.tn.  for  Dunkirk  and  all  intermediate  stationa. 

Ou  Sundays  only  one  Express  Train— at  6  p.m. 

The  Express  Trains  connect  at  Dunkirk  witii  the  Lake  Shore  ' 
Raih-oad  for  Cleveland,  Cincinnati,  Chicago,  etc.,  and  at  Bul&lo 
with  first  class  splendid  steamers  for  Cleveland,  Sandusky,  Tole- 1 
do,  Detroit  and  Chicago. 

OHAS.  MIKOT,  Sa|/t.     j 


SIMEON  DRAPER,  46  Pine  si,  offers  for  sal* 
a  variety  of  Railtx)ad  Bonds  a'hd  Stocks  :  also, 
StHtc,  City,  Town  aud  Country  Bonds,  amou^^ 
which  are  : 

State  of  Pennsylvania  6  per  cent,  coupon  Bonds, 
81,000  each,  coupons  payable  Feb.  1  and  Aug. 
1,  in  Philadelphia,  mature  1877. 

State  of  Georgia  7  per  cent,  .coupon  Bonds, 
S600  each,  coupons  payable  Jan.  1  and  July  1,  in 
Savannah,  mature  1861. 

State  of  Wisconsin  12  per  cent,  coupon  Script,  . 
for  improvement  of  Fox  and   Wisconsin   Rivers, 
whole  issue  $75,000,  coupon    payable  Jan.  1,  in 
New  York,  mature  1862.  . 

SCate  of  New  York  5  per  cent.  Canal  Certifi- 
cates, interest  payable  in  New  York. 

City  of  Troy,  N.  Y.,  6  per  cent.  Bonds,  whole 
issue  S500,000,  Bonds  $1,000  each,  coupons  pay- 
able Jan.  1  and  July  1,  in  New  York,  mature 
1867  and  1872. 

City  of  Newburg  6  per  cent.  Bonds,  whole  issue 
S100,OOo  coupons  payable  March  1  and  Sept.  1,  in 
New  York,  mature  1873. 

City  of  Racine,  Wis.,  7  per  cent.  Bonds,   whole 
issue  S300,000    bonds.  SoOO  and    SI, 000  each, 
guaranteed  by  the  R.  J.  and  Mississippi  Railroad, 
and   convertible  into  its   stock,  coupons  payable 
Jan  1  and  Jnly  1,  in  New  York  mature  1872. 

First  Mortgage  Convertible  7  pef  cent.  Bonds  of 
the  Buffalo,  Coming  and  New  York  Railroad, 
whole  issue  S550,000,  coupons  payable  in  New 
York.  April  1  and  Oct,  1,  mature   1867. 

First  Mortgage  Convertible  7  jier  cent.  Bonds 
the  Western  Vermont  Railroad,  wBole  issue  S400,- 

000.  cupons  payable  in  New  York  Jan   1  and  July 

1,  mature  1861-71. 

First  Mortgage  Convertible  7  ptr  cent.  Bonds 
of  the  Columbus,  Piqua  and  Indiana  Railroad, 
whole  issue  of  S600,(X)0,  coupons  {layable  in  Nca 
York  Jan.  land  July  1,  mature  1^62. 

First  Mortage  Convertible  7  per  ^ent.  Boods  of 
the  Mississippi  and  Rock  River  Junction,  whole 
issue  $400,000,  coupons pavale  iq  Now  York  Jan  1 
and  July  1,  1868. 


■  ^.-.l-..■.wJo- 
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Notice  to  Contractors. 


mmm 


PROPOSALS  for  the  Grading,  Masonry  and 
Bridging  of  portions  of  the  Girard  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Journal  OflSce,  New  York,  on  the  1st  of  October 
next. 

Plans,  Profiles  and  other  required  information 
will  be  furnished  at  that  time.  The  entire  length 
of  the  road  is  226  miles;  commencing  at  Girard, 
in  Russell  County,  on  the  west  bank  of  the  Chat- 
tahirchu  river,  opposite  Columbus,  Ga.,  and  run- 
ning to  Mobile,  52  miles  south  of  Girard,  is  under 
contract,  23  miles  nearly  complete.  The  amount 
of  subscription  up  to  date  is  S2,766,000.  The  pro- 
bable cost  of  the  road  is  S4,000,000. 

That  portion  of  the  line  between  Greenville  and 
Mobile  (115  miles)  will  bo  placed  under  contract 
as  soon  as  the  Mobile  subscription  of  $1,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President. 

GEO.  S.  RUNEY,  Chief  Engineer. 

Girard  Railroad  Office,  6lk  July,  1863. 


To  Contractors. 


SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  Chesapeak  and  Delaware  Canal 
Company,  No.  64) .<  Walnut  street,  Philadelphia, 
until  the  15th  day  of  September  next,  for  the  con- 
struction of  the  NEW  LOCKS  to  be  made  on  the 
Chesapeake  and  Delaware  cauaj.  Plans  and  spe- 
cifications for  said  Locks  will  be  exhibited  at  the 
office  of  the  Company  on  and  after  the  8th  ol 
September.  .      ANDREW  C.  GRAY, 

President  Ches  and  Del.  Canal  Co. 


First  Mortgage  Convertible  8  per  cent.  Bonds  of 
the  Milwaukee  and  Mississippi  Railroad,  whole 
issue  S600,000,  coupons  pavabio  in  New  York  Jan. 
1  and  July  1,  1802. 

First  Mortgago  7  per  cent.  Bonds,  Corning  and 
Blossburg  Railroad,  whole  issue  $150,000,  couiums 
payable  in  New  York  May  land  Nov.  1.  mature 
1873. 

First  Mortgage  7  per  cent.  Bonds,  Toledo,  Now- 
walk  and  Cleveland,  whole  issue  $625,000  coupons 
payable  in  New  York  Feb.  1  ami  Aug.  1,  mature 
1803. 

First  Mortgage  7  per  cent.  Bonds,  Mansfield  and 
Sandu.sky,  whole  issuo  $730 ,<J00,  coupons  payabU' 
in  New  York  Jan.l  and  July  1,  mature  1860. 

First  Mortgjige  7  i^er  cent./  Bonds  Vermont 
Valley,  whole  issue  $380,000,  coupons  payable  in 
New  York  April  1,  Oct  1,  mature  1861. 

First  Mortage  7  per  cent.  Bonds  Troy  and 
Bennington  Railroad  whole  issue  $100,000  coupons 
payable  in  Troy,  New  York  Jan.  1  and  July  1, 
mature  1862. 

First  Mortgage  7  per  cent.  Bonds  New  Jersey 
Central  Railroad,  whole  issue  $1,500,000,  coupons 
payable  in  New  York  Feb.  1  and  Aug.  1.  mature 
186070. 

First  Mortgage  7  ]wr  cent.  Bonds,  Brunswick 
Canal  Co.,  whole  issue  $200,000,  coupons  payable 
in  New  York  Jan.  1,  July  1.  mature  1857. 

Also,  Second  Mortgage  Bonds  of  many  of  the 
above  Companies,  and  7  per  cent  Bonds,  Saratoga 
and  Washington  Railroad,  whole  issue  $310,000, 
coupons  payable  in  New  York,  mature  1862. 

7  per  cent  Bonds  Troy  and  Boston,  whole  issue 
$300,000  coupons  payable  in  New  York  April  1 
and  Oct.  1 ,  mature  1804. 

10  per  cent.  Bonds  Mansfield  and  Sandusky 
Railroad  Co.,  whole  isstie  $170,000,  coupons  pay- 
able in  New  York  April  1  and  Oct.  1,  mature  1855' 
57. 

7  per  cent.  Mortgage  Bonds  of  the  Atlantic 
Steamship  Co.,  whole  issue  $700,000,  coupons  pay- 
able in  New  York,  mature  1865. 

8  per  cent.  Convertible  Bonds  of  the  Michigan 
Central  Railroad  Co.,  whole  issue  $2,469,500, 
coupons  payable  in  New  York  April  1  and  Oct.  1, 
mature   I860. 


!V^    V 


ii 


miiiu 


IfflMi^. 
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fact  Mlet7  for  avary  kMti  invaL  TIm  t^vf  cat 
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Notice  to  Contractors.    : 
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BUFFALO  &  PITTSBURGH  RAILROAD. 

SEALED  PROPOS.VLS  will  be  received  at  the 
Engineer's  office  in  the  city  of  Buffalo,  until 
the  20th  day  of  Sojitf-'mbcr  next,  for  thcgiadation, 
masonry,  and  f  »r  the  entire  construction  of  the 
line  of  road,  (about  75  miles)  between  the  city  of 

'  Buffiilo  and  ine  Pennsylvania stateline,  in  the  val 

,  ley  of  Tunangwant. 

j     Plans  and  specifications    will  be   ready   for  in 

!  spection  at  the  office  of  the  engineer  on  and  aftei 
the  10th  day  of  September  instant.  The  proposals 

I  may  be  made  for  the  grading,  nia.sonry,  ties,  fenc 
ing  and  entire  construction  in  a  single  proposition 
or  for  the  same  and  all  items  separately  and  in  in- 
dependent propositions ;  and  proposals  as  above 
for  a  single  section  or  any  number  of  .sections  will 
be  received,  the  company  reserving  the  right  to 
reject  such  propositions  as  are  not  satisfactory. 
Any  farther  information  desired  may  be  obtained 
by  addressing  Hon.  Orlando  Allen,  president  of 
the  company,  Butlalo. 

Proposals  are  invited  from  contractors  of  ability 
for  the  whole  road.     Buffalo,  Sept.  1,  1863. 

E.  R.  BLACKWELL,  Chief  Engineer. 

Notice  to  Contractors. 


THE  UNDERSIGNED  will  receive  proposals,  at 
the  railroad  office  in  Indianapolis,  to  construct 
the  £vau8vill(',Indianai>oIis,and  Cleveland  Straight 
Line  Railroad  from  Evansville  to  Indianapolis. 
The  proposals  will  be  for  the  whole  line,  150  miles, 
more  or  less,  or  for  either  of  the  three  sections  of 
about  50  miles  each.  Fii-st  from  Evansville  to  the 
crossings  of  the  Ohio,  and  Mississippi  railroad  in 
Davise's  Co.,  ;  second,  from  that  point  to  Spen- 
cer, Owen  county ;  Third,  From  that  point  to  In- 
dianapolis. The  bid  will  be  for  the  whole  work  the 
com  >any  lindingthe  iron, chairs,  andspikes),  up  to 
the  rolling  machinery,  or  for  the  earth  and  rock- 
work  alone.  The  proposal  will  state  what  part  ot 
the  pay  will  be  received  in  real  estate,  bonds,  and 
stock  of  the  company. 

0.  H.  SMITH,  President. 
WiLi.AUD  Caupe-vter,   Vice  Prcsidciit. 
Augt.  13,  1863. 

Railroad  Splices.     ^ 

THE  Subscribe™  arc  nianutUcluritij?  Railroad  Spikes  with 
SwETT'x  Patent  Improred  Machines;  atxl  are  prepared 
to  execute  ordont  for  aiiy  c|uantity,  on  the  most  fiivorable  tenn». 
These  Spikes  are  made  of  the  tiest  quality  of  irwi,  and,  for  shape 
aod  fliuah,  are  superior  to  aiiy  others.  Railroad  companies  and 
others  in  want,  are  rospectfUlly  solicited  to  order  a  .sample  Iw 
fore  purchatting  elsewhere.  AU  ordoni  will  receive  prompt  at 
tentioa  SWETT,  ELLIOT  &  CO 

Pituburgh,  Pa.,  August  25, 1853. 


OFFICE  CINCINNATI,  HAMILTON  and  DAY- 
TON Railroad  Company. — Cincinnati,  Aug. 
9th,  1853. — The  directors  of  this  company  have 
this  day  declared  a  dividend  of  five  per  cent,  on 
their  capital  stock,  payable  to  the  stockholders  re- 
gistered in  Cincinnati  on  demand,  and  to  those  re- 
gistered in  New  York,  on  and  after  the  25th  inst., 
at  the  office  of  the  Ohio  Life  Insurance  and  Trust 
Company,  in  New  York. 

Im.  FRANK  S.  BOND,  Sec  y. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURf^L," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exkiintx, 
TivU'tabUs,  Circulars,  Tickets,  <f-c.,  «f-c. 

J.  H.  SCHUL.TZ  Ss,  CO. 

N«v>  York  April  9,  1868.   '  ■  ..  ^  '.  ;  : 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES 

HENRY  V.  POOR,  Editor. 
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_   '  The  Mechanical  Engineering  department  of 
thia  paper  will  be  uader  the  charge  of  Mr.  Zerah 

COLBURN. 
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TEXAS. 

'  No  State  in  the  Union  has  gained  so  rapidly  in 
the  good  opinion  of  her  sister  States,  for  a  few 
years  past,  as  Texas.  Wrung,  partly  by  violence, 
from  an  independent  power,  the  very  antipodes  to 
us  in  ideas  and  institutions ;  settled  by  a  race  of 
pioneers,  whose  external  life  presented  a  striking 
contrast  to  the  quiet  and  regular  condition  of  so- 
ciety in  the  older  States  ;  the  theatre  of  more  or 
less  violence,  the  universal  attendant  of  a  frontier 
life ;  the  Northern  and  Eastern  States  have  been 
accustomed  to  regard  Texas  with  all  the  preju- 
dices which  it  is  natural  that  a  people  should  feel 
toward  whatever  strongly  contrasts  with  their  own 
habits  and  peculiarities,  heightened  and  aggravat- 
ed, in  the  present  case,  by  the  reports  of  lawless- 
ness and  personal  insecurity,  which  have  reached 
us  from  that  quarter,  which  have  increased  in  ex- 
travagance in  proportion  to  the  distance  they  have 
travelled. 

But  these  reports,  as  all  that  come  from  a  dis- 
tant land,  every  day's  experience  is  proving  to  be 
in  a  great  degree,  fabulous.  As  fast  as  we  are  be- 
coming acquainted  with  Texas,  we  are  finding  oat 


that  she  is  very  much  like  all  new  States :  a  little 
more  lax  in  some  of  her  notions,  perhaps,  for  the 
reason  that  her  original  population  was  made  of 
a  more  heterogeneous  material,  and  were  further 
removed  from  the  influence  of  the  conservative 
notions  of  the  older  States.  But  if  she  possessed 
greater  idiosyncracies  in  the  beginning,  than  any 
other  state,  she  is  losing  them  faster,  and  will  verj' 
shortly  possess  the  general  stamp  of  features,  that 
characterize  the  whole  country. 

The  first  and  most  powerful  cause  in  the  rapid 
progress  of  Texas,  in  the  favorable  direction  we 
have  noticed,  is  her  immense  and  varied  agricul- 
tural resources.  Her  territory  may  be  laid  off  in 
to  three  belts,  or  zones,  each  particularly  adapted 
to  its  peculiar  product ;  the  first  composed  of  su- 
gar lands,  skirting  the  Gulf,  and  extending  about 
100  miles  mtothe  interior ;  the  secand,  particular 
ly  adapted  to  the  growth  of  an  article  of  cotton, 
far  superior  to  any  raised  in  the  United  States, 
with  the  exception  of  Sea  Island,  and  embraced 
within  the  30th  and  34th  parallels  of  latitude  ;  the 
tMrd,  a  grazing  and  grain  growing  region,  and  em- 
bracing that  portion  of  the  State  lying  to  the  north 
of  what  we  have  described,  and  running  some  dis- 
tance into  the  cotton  zone.  In  adaptedness  for 
each  of  the  productions  named,  the  different  parts 
of  Texas  probably  excel  any  other  portions  of  the 
United  States.  In  climate  she  is  eqnally  favored ; 
without  excessive  beat  in  the  summer,  or  cold  in 
winter.  There  is  no  doubt  that  in  very  many  re- 
spects, this  State  is  by  nature  the  garden  spot  of 
the  United  States.  This  fact  is  fast  being  under- 
stood, and  is  attracting  to  Texas  an  immense  tide 
of  immigration  from  every  portion  of  this  country 
and  Euroj)e,  which  is  rapidly  introducing  new  ele- 
ments into  her  population,  assimilatine  it  in  its 
leading  characteristics,  to  those  of  the  wbole 
country,  and  making  what  has  hitherto  been  felt 
to  be  &  province,  &  part  of  the  United  States. 

We  are  fast  finding  out  what  Texas  is.  Her 
present  population  is  made  up  of  active  and  enter- 
prising people,  who  have  emigrated  thither  within 
a  few  years  past  from  all  the  other  States  of  the 
UoiOD.  They  naturally  wish  to  carry  with  them 
all  the  arts  of  life,  and  all  the  contrivances  of  in- 
genuity and  industry,  that  distinguish  the  com- 
munities they  have  left.  Whatever  was  valuable 
io  the  older  States,  they  see  may  be  made  still 


more  valuable  in  Texas,  from  the  greater  resources 
of  that  State.  From  her  physical  peculiarities, 
some  of  these  contrivances  are  still  more  necessa- 
sy  in  Texas,  than  in  any  other  part  of  the  country. 
One  of  these  is  the  Railroad.  The  presence  of 
railroads  is  now  felt  to  be  the  gre^t  want  of  Texas ; 
the  great  hindrance  to  her  rapid  tnaterial  progress. 
With  superior  advantages  in  other  respects,  she  is 
singularly  destitute,  for  this  country,  in  navigable 
Fivers.  Although  she  numbers  several  of  consid- 
erable magnitude,  there  are  iidne  that  are  well 
adapted  to  purposes  of  navigation.  They  all  have 
a  rapid  descent  to  the  sea,  and  none  of  them,  with 
the  exception  of  the  two  which  form  her  northern 
and  southern  boundaries,  the  Rio  Grande,  and  Red 
rivere,  rising  in  a  highly  elevated  region.  They 
soon  "  run  out,"  as  the  phrase  is,  and  afford  only 
an  exceedingly  precarious  and  expensive  means  of 
sending  the  products  of  the  interior  to  amarket.and 
are  at  the  present  time  only  used  as  a  matter  of 
necessity,  till  better  and  more  •convenient  high- 
ways shall  be  opened.  These  future  highways  are 
to  be  Railroads.  It  is  upon  the  construction  of 
these  works  that  the  future  prosperity  of  Texas 
must  depend.  Her  progress  will  be  measured  by 
the  extent  to  which  they  are  carried.  They  are 
to  be  instramenUl  of  her  greatness.  This  fact  is 
now  universally  felt  and  acknowledged,  and  as  the 
people  of  the  State  are  awake  to  the  importance 
and  value  of  these  works,  and  are  determined  to 
make  every  effort  for  the  purpose  of  securing  their 
construction,  and  as  this  is  an  entirely  new  fit-Id 
and  as  it  is  of  the  highest  importance  that  the  first 
steps  ill  all  great  enterprises  should  be  in  the  right 
direction,  we  have  taken  occasiom  to  refer  partic- 
ularly to  the  subject  of  railroad  construction  in 
this  State,  for  the  purpose  of  aiding  the  efforts 
now  making,  by  presenting  before  her  people  the 
most  approved  plans  of  constructton  pursued  iu 
those  which  have,  on  the  whole,  achieved  the 
greatest  success  in  this  direction.  | 

The  first  point  to  be  considered  in  undertakirf 
a  railroad  in  Texas  is,  "  hntr  shall  the  vwney  for 
railroads  be  obtained?"  for  all,  after  this,  is  the 
simplest  process  imaginable.  But  in  this  State 
the  only  question  is  a  very  seriou$  one.  Texas  is 
rich  in  property,  and  not  poor  ih  money,  except 
for  investments  of  a  permanent  ohiaracter.  Where 
opportunities  for  investment  are  so  great,  we  caa- 
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not  expect  tbat  the  people  will  Tuluutarilly  pui 
their  money  into  a  work  that  will  only  produce  8 
and  10,  or  even  16  per  cent  per  annuin.     It  is 
therefore   a  common  saying,  that  Texas  has  no 
money  to  put  into  railroads.     Thia  is  true,  provid- 
ed she  can  get  them  without;  but  she  cannot  un- 
less she  does  something,  much,  herself.     But  she 
cannot  do  all.     She  must  make  her  credits,  and 
those  of  her  people,  available  to  s'lpply,  as  far  as 
possible,  the   lack  of  domestic  means.      Other 
States  have  built  their  railroads  by  the  use  of 
credits ;  so  must  Texas,  or  go  without  them,  for 
some  time  to  come,  to  say  the  least.    IIow  shall 
this  be  done,  is  the  question.     Texas,  though  a 
distant  field,  presents  many  strong  attractions  to 
capitalists.     There,  every  kind  of  property  is  at  a 
very  low  price,  from  its  great  abundance  and  its 
distance  from  market.     Introduce  railroads  into 
the  state,  and  both  personal  and  landed  property 
would  be  doubled,  and  quadrupled,  as  if  by  luagic. 
This  increase  of  value  is  the  margin  for  profit  for 
the  active  and  enterprising,  who  will  identify  their 
own  interests  with  those  of  the  country,  and  de- 
velop its  resources.     But  it  is  not  expected  that 
capitalists  will  be  found  who  will  undertake  rail- 
roads in  Texas,  merely  for  the  incidental  advan- 
tages that  are  to  flow  fVom  their  construction. 
To  secure  these  works,  the  people  of  Texas  must 
of  themselves  contribute  a  sufScient  amount  to 
their  projects  to  render  entirely  secure, any  foreign 
aid  they  may  need,  to  secure  their  construction. 
Texas  must  furnish  the  security,  and  then  no  diffi- 
culty will  be  found  in  getting  the  money  upon  it ; 
for  it  ia  only  then  that  the  incidental  advantages 
We  have  referred  to,  can  be  made  instrumental  in 
influencing  capitalists  to  lend  their  aid. 

The  state  has  disclaimed  the  policy  of  lending 
her  credit  direct  to  railroads.  This  would  be  well, 
were  there  no  blemish  upon  this  credit.  States 
should  never  connect  themselve.<i  with  railroads. 
But  such  aid  as  the  state  in  her  sovereign  capaci- 
ty could  give,  such  as  grants  of  lands,  has  been 
]^freely  extended.  To  her  most  important  roads, 
Texas  has  granted  eight  sections  of  land  per  mile. 
These  lands  may  be  taken  at  choice,  wherever 
they  can  be  fouad.  This  provision  is  one  of  great 
T4lue,  but  will  not  be  regarded  as  suflScient,  but 
only  as  comulative  security  for  a  loan.  In  most 
cases  the  lands  cannot  be  found  on  the  line  of  the 
proposed  roads ;  so  that  their  value  cannot  be  so 
much  affected  by  their  construction,  as  they  would 
be  were  they  within  their  immediate  vicinity. 
The  attempt  to  bring  out  Texas  roads  with  no 
other  security  than  these  lands,  is  premature,  and 
is  a  great  error.  The  schemes  will  not  be  taken 
up  upon  this,  and  all  attempts  to  bring  tbem  upon 
the  market  without  other  basis,  is  to  prejudice  pub- 
lic opinion,  and  defeat  the  very  object  intended. 

The  Texas  people  must  put  a  portion  of  their 
(Hon  money  into  their  roads.  There  are  many  rea- 
sons for  this,  besides  ^he  necessity  for  doing  so. 
Thev;»hould  retain  the  control  of  them  in  their 
ow^  hands.  It  should  be  a  leading  object  with 
thenvto  create  a  domestic  interest  in  these  works, 
as  a  nieans  of  educating  their  people  up  to  a  prop- 
er ideayof  their  importance,  and  to  quality  them- 
selves ibr  their  proper  superintendence  and  man- 
agement. ^0  railroad  can  prosper  that  is  not 
sustained  by  the  sympathies  and  good  wishes  of 
the  community  in  which  it  is  situated.  A  road 
frequently  wants  something  beside  iusin4ss,  to  in- 


sure success.  Where  a  community  invests  a  con- 
sideraole  portion  of  their  own  means  in  a  road, 
their  good  will  is  secured  as  a  matter  of  course, 
and  a  purchaser  of  its  securities  finds  that  he  has 
not  only  an  actual  basis  for  their  safety,  but  a 
guarantee  that  such  road,  which  cannot  be  mis- 
managed without  sacrificing  the  interests  of  par- 
ties most  to  be  benefitted  by  its  success,  will  be 
■well  managed. 

To  entitle  companies  to  borrow  for  new  works, 
an  amount  of  domestic  stock  subscriptions,  equal 
to  the  sum  sought  to  be  borrowed,  has  been  re- 
garded as  necessary.  This  is  now  an  established 
rule.  It  has  a  value  for  numerous  reasons,  which 
will  soon  apply  with  as  much  force  to  Texas,  as  to 
any  other  portion  of  the  country.  When  a  rea- 
sonable amount  of  domestic  means  cannot  be 
raised,  the  presumption  is,  that  there  is  not  suffi- 
cient business  on  the  line  of  the  proposed  road  to 
support  it,  when  built.  Could  railroads  be  built 
entirely  upon  credits,  it  is  easy  to  see  that  no 
check  whatever  could  be  placed  u}K>n  their  indis- 
criminate and  unwise  construction.  The  rule  that 
we  have  given  imposes  this  check,  at  the  same 
time  it  regulates  their  healthy  construction  and 
management,  and  renders  secure  beyond  a  perad- 
venture,  all  its  creditors.  The  lands  granted  by 
the  state,  however,  may  be  regarded  as  equivalent 
to  a  stock  subscription  equal  to  one  quarter  of  the 
cost  of  the  roads,  leaving  only  an  equal  amount  to 
be  provided  for  by  domestic  means,  to  furnish  a 
sufficient  basis  for  a  loan. 

Many  portions  of  the  western  states  have  secur- 
ed the  construction  of  railroads,  when  a  sufficient 
amount  of  individual  stock  could  not  be  obtained, 
by  the  use  of  the  credits  of  municipal  corporations, 
such  as  cities  and  counties.  There  is  of  course 
some  objections  to  resorting  to  such,  as  by  doing 
so,  they  embark  in  enterprises  that  are  entirely 
foreign  to  the  objects  of  their  original  organiza- 
tion. Their  use,  however,  has  not  been  attended 
with  any  injurious  consequences  either  to  the  cor- 
porations or  to  the  public ;  but  on  the  other  hand 
it  has  been  productive  of  a  vast  amount  of  good. 
Nmnerous  railroads,  among  which  may  be  num- 
bered some  of  our  most  valuable  lines,  could  have 
been  built  in  no  other  way.  The  use  of  county  cre- 
dits has  been  carried  to  such  an  extent  in  Ohio,  that 
there  is  hardly  a  county  in  the  state  that  has  not 
loaned  its  credit  to  one  or  more  roads,  and  they 
have  been  so  useful  in  this  particular,  that  the 
magnificent  railway  system  of  that  state  may  be 
said  to  be  based  upon  the  credits  of  her  counties. 
These  credits,  though  regarded  with  some  hesita- 
tion in  the  outset,  are  now  considered  as  the  best  se- 
curities offered  in  this  market,  and  with  the  good 
opinion  that  exists  in  reference  to  them,  they  are 
not  rated  above  their  true  value.  In  fact  no  better 
security  can  be  made  than  that  based  upon  the 
aggregate  property  of  a  county,  which  is  yearly 
increasing  in  value,  and  upon  the  whole  of  which 
the  debt  created  is  a  direct  lien. 

If  the  people  of  Texas  can  make  up  one  half  of 
the  cost  of  their  roads  by  stocks  taken  from  indi- 
viduals and  counties,  they  will  find  no  difficulty  in 
building  their  roads.  The  other  moiety  they  can 
borrow  upon  the  security  o{%\xe  first.  If  they  can- 
not, they  will  as  a  general  thing  have  to  postpone 
their  schemes  till  they  acquire  greater  strength. 
Other  portions  of  the  country  are  compelled  to  do 
the  same,  and  Texas  cannot  expect  to  do  better. 


With  regard  to  routes,  the  people  of  tbe  state 
are  the  best  judges  upon  this  subject.  For  freights, 
which  for  some  time  to  come  will  be  the  leading 
business  of  these  roads,  the  most  convenient  routes 
will  be  those  that  reach  tide  water  by  the  shortest 
line,  and  With  tbe  least  expense.  Some  of  the  ihore 
important  roads  that  are  projected,  are  the  Mata- 
gorda Bay  and  San  Antonio,  the  Houston  (f-  Aus- 
iin,  and  the  Henderson  aud  Bolivar  Point,  Roads, 
The  most  promising  of  these  projects  at  the  pre- 
sent time  is  the  Henderson  and  Bolivar  Point  road, 
for  the  reason  that  it  traverses  the  longest  settled, 
best  cultivated  and  richest  portion  of  the  state 
and  terminates  at  its  best  harbor.  The  country 
traversed  by  this  road  is  the  only  densely  settled 
part  of  the  state.  From  Bolivar  Point,  on  the  Gal- 
veston bay,  to  Henderson,  tbe  distance  is  200  miles. 
The  first  80  miles  traverses  the  Su^or  belt  of  Tex- 
as. For  the  remainder  of  the  distance  Cotton  is 
the  leading  product.  The  entire  country  travers- 
ed is  one  of  the  most  fertile  and  largest  producing 
portions  of  the  south,  the  products  of  which,  al- 
ready would  afford  an  ample  support  to  a  first  class 
road.  This  section  is  now  without  any  convenient 
outlet;  the  nearest  navigable  being  the  /?crf  river, 
which  is  well  known  to  be  the  most  difficult  of 
navigation  of  all  the  branches  of  the  Mississippi. 
A  greater  part  of  the  products  of  eastern  Texas 
are  now  waggoned  to  this  river,  and  then  sent 
down,  at  great  expense,  to  New  Orleans,  which  is 
the  principal  port  of  Eastern  Texas  at  the  present 
time,  for  the  want  of  access  to  those  within  her 
own  borders.  The  object  of  the  Henderson  and 
Bolivar  Point  railroad  is  to  supply  the  convenient 
and  appropriate  outlet  for  eastern  Texas,  and  with 
this  view,  is  receiving  the  warm  and  efficient  sup- 
port not  of  the  population  residing  immediately 
upon  its  line,  but  of  distant  parties  who  hare  in- 
terest in  this  state.  '• 'I     ■'^  ■'■;', 

It  is  also  designed  to  push  this  road  north  from 
Henderson  to  Fulton,  on  the  Red  river,  for  tbe  pur- 
pose of  connecting  with  the  railroad  now  in  pro- 
gress from  Vicksburgh  to  the  above  point,  by  way 
of  Little  Rock. 

The  Henderson  road  will  be  of  the  easiest  and 
cheapest  construction.  No  river  of  any  magni- 
tude will  be  crossed  in  the  whole  distance.  The 
general  aspect  of  the  country  is  level.  There  will 
be  little  or  no  rock  work  upon  the  entire  line.  The 
country  traversed  is  healthy  in  the  highest  degree, 
and  is  almost  entirely  free  from  the  fever  and  ague, 
so  prevalent  in  some  of  the  western  states. 

We  are  gratified  to  learn  that  measures  are  in 
progress  which  promise  the  immediate  commence- 
ment of  the  above  road.  The  population  upon  its 
route  are  both  able  and  willing  to  furnish  a  con- 
siderable portion  of  the  means  necessary  for  its 
construction.  In  addition  we  know  the  project  to 
be  viewed  with  favor  by  capitalists,  and  parties 
engaged  in  Texas  trade,  who  stand  ready  to  ex- 
tend efficient  aid  as  soon  as  the  project  is  brought 
before  the  public. 

We  are  very  anxious  to  see  this  project  succeed, 
as  we  are  all  others  that  are  properly  brought 
out.  It  is  by  having  the  resources  of  fexas  prop- 
erly opened  up  to  public  inspection  that  they  can 
be  fairly  appreciated  and  understood,  and  eve- 
ry moment  now  lost,  will  be  felt  in  the  future  pro- 
gress of  this  great  state,  v.. 

E,  F.  Drake,  of  Xenia,  has  been  elected  Presi- 
sident  of  the  Dayton  and  Western  road,  and  also 
of  the  Dayton  and  Xenia  Ooal  road. 


r  •T'C^ar^'y^'rrk-  ■^■w^TJrv^ 


AMERICAN    RAILROAD    JOURNAL. 


59ft 


CoaBtltntionality  of  Corporate  Bubscrip- 
tloMS  to    Rallraods 

The  Supreme  court  of  Peousylvaaia,  has  just 
decided  corporate  subscriptions  for  railroad  pur- 
poses to  be  conslUulional,  thus  disposing  of  the  re- 
cent cases  pending  before  that  tribunal.  Great  in- 
terest was  felt  in  the  result,  as  the  decision  of  the 
court  involved  the  question  of  the  validity  of  a 
large  number  of  subscriptions.  The  decision  will 
be  received  with  great  satisfaction  by  numerous 
companies,  and  by  the  puplic. 

The  following  is  an  abstract  of  the  opinion  as  de- 
livered by  Chief  Justice  Black : 

•  V  !.  -    ;  OPiNioi»r~~^      . 

After  abriefrecapitulation  of  the  principal  points 
and  principles  which  settle  the  cause,  the  Judge 
proceeds : 

Ist.  In  determining  whether  the  act  of  the  Le- 
gislature is  constitutional,  we  must  look  to  the 
body  of  the  constitution  itself  for  the  reasons.  The 
general  principles  of  justice,  liberty  and  right,  not 
contained  nor  expressed  in  that  instrument,  are 
no  proper  elements  to  base  a  judicial  decision 
upon. 

2d.  If  such  an  act  be  a  written  general  grant 
of  legislative  power,  that  is,  if  being  a  law,  and  if 
it  be  not  forbidden  expressly  or  impliedly,  either 
by  the  state  or  Federal  Constitution  it  is  valid.  . 

3d.  To  make  it  void,  it  must  be  clearly  not  an 
exercise  of  legislative  authority,  or  else  be  forbid- 
den so  plainly  as  to  leave  the  case  free  from  all 
doubt. 

4th  An  Act  of  Assembly  authorising  subgcriptions 
by  a  city  to  the  stock  of  a  railroad  corporation  is 
not  forbidden  in  article  first,  section  13,  of  the 
State  Constitution ;  that  section  not  being  a  re- 
striction upon  the  legislative  authority  of  the  two 
IIouscs,  but  a  bestowal  of  privilege  upon  the  sep- 
arate branches. 

6th.  Such  act  does  not  impair  the  obligation  of 
any  existing  contracts,  nor  does  it  attempt  an  im- 
possibility by  creating  a  contract ;  but  merely  au- 
thorises the  corporations  to  make  one  if  they  shall 
see  proper. 

6th.  This  is  not  such  an  injury  to  plaintiffs' 
lands,  goods  or  persons,  that  they  are  entitled  to 
judicial  remedy  for  it,  agreeably  to  section  11,  ar- 
ticle 9.  It  is  no  injury  at  all,  except  on  the  gra- 
tuitous assumption  that  it  is  forbidden  in  some 
other  part  of  the  constitution. 

7  th.  It  does  not  violate  the  right  of  acquiring, 
possessing,  or  protecting  property  secured  by  sec- 
tion first,  article  nine.  The  right  of  property  is 
not  so  absolute  but  that  it  may  be  taxed  for  pub- 
lic benefit. 

8th.  This  is  not  a  taking  of  private  property  for 
public  use  without  compensation,  contrary  to  Sec. 
10,  article  9.  When  property  is  not  seized  and  di- 
rectly appropriated  to  public  use,  though  subject- 
ed in  the  hands  of  the  owner  to  greater  burdens 
than  before,  it  is  not  taken. 

9th.  It  cannot  be  said  that  the  plaintiff^  will  be 
deprived  of  their  property  in  violation  of  section 
11th,  article  9th.  The  settled  meaning  of  the  word 
deprive,  as  there  used,  is  the  same  as  that  of  tak- 
en in  sec.  10. 

10th.  An  act  of  assembly  to  authorise  the  tak- 
ing of  private  propel  ty  for  public  use,  would  be 
unconstitutional,  because  it  would  not  be  legisla- 
tion, but  a  mere  decree  between  private  parties  ; 
but  this  is  no  taking  in  any  sense,  for  any  purpose 
or  for  any  uses. 

11th.  Plaintiffs  have  no  ground  for  complaint 
against  the  acts  of  Assembly  now  in  question,  be- 
cause they  authorise  the  creation  of  a  public  debt, 
of  which  they  may  be  required  hereafter  to  pay  a 
part  in  the  shape  of  taxes ;  for  by  taxation  alone 
can  any  harm  ever  come  to  them.  _ 

12th.  If  it  be  within  the  scope  of  our  legislative 
powers,  with  consent  of  the  local  authorities,  to 
permit  assessments  of  local  taxes  for  the  purpose 
of  asBiating  the  corporation  to  build  railroads, 
hearing  to  tax  payers  the  relation  which  UieM 


roads  do,  then  the  laws  complained  of,  are  unob- 
ectionable. 

13th.  Taxation  is  a  legislative  right  and  duty, 
which  must  be  exercised  by  the  general  assembly 
through  the  medium  ot  laws  passed  by  them  un- 
der their  authority. 

14th.  The  power  of  the  Assembly*  with  refer- 
ence to  taxation  is  limited  by  their  own  discretion. 
For  its  abuse,  members  are  accountable  to  nobody 
but  their  own  constituents. 

15th.  By  taxation  is  meant  a  certain  mode  of 
raising  revenue,  for  public  purposes,  in  which  the 
community  that  pays  it  has  an  interest.  The 
right  of  the  state  to  lay  taxes  has  no  greater  ex- 
tent than  this. 

16th.  The  act  of  the  Legislature  authorizing 
contributions  to  be  levied  for  a  more  private  pur- 
pose or  for  a  purpose  which,  although  public,  is 
one  in  which  the  people,  from  whom  they  are  ex- 
acted, have  no  interest,  would  not  be  law,  but  a 
sentence  commanding  a  judicial  payment  of  a  cer- 
tain sum  by  one  portion  or  class  of  people  to 
another.  The  power  to  make  such  an  order  is  not 
legislative  but  judicial,  and  was  not  given  to  the 
Assembly  by  the  general  grant  of  legislative  au- 
thority. 

17th.  But  to  make  a  tax  law  unconstitutional 
when  thus  granted,  it  must  be  apparent  that  the 
community  taxed  can  have  no  jwssible  interest  in 
in  the  purpose  to  which  their  money  is  to  be 
applied.  This  is  more  especially  true  if  it  be 
a  local  tax.  Local  authorities  have  themselves 
levied  taxed  in  pursuance  of  an  act  of  Assem- 
bly. 

18th.  If  therefore,  making  a  railroad  be  a  mere 
private  affair,  or  if  the  people  of  Philadelphia  have 
manifestly  no  interest  in  the  railroads  which  run 
to  and  towards  the  city  from  Easton  and  from 
Wheeling  then  the  laws  are  unconstiutional. 

19th.  But  if  railroads  are  not  private  affairs, 
are  but  public  improvements,  then  it  is  the  right 
and  duty  of  the  State  to  advance  commerce  and 
promote  the  welfare  of  the  people  by  making,  or 
causing  them  to  be  made,  at  the  public  expense. 

20th.  If  the  State  declines  to  make  desirable  or 
public  improvements,  she  may  permit  it  to  be 
done  by  companies.  The  fact  that  it  is  made  by 
a  private  corporation  does  not  take  away  its 
character  as  a  public  work. 

21st.  The  right  of  the  company,  by  which  it  is 
made  to  be  compensated  for  the  expense  of  con- 
structing it,  by  taking  tolls  for  its  use,  though  it 
gives  the  corporation  an  interest  in  it,  does  not 
extinguish  the  interest  of  the  pubic  nor  make  the 
work  private,  because,  to  say  nothing  of  other  ad- 
vantages, though  the  public  may  pay  toll,  still 
they  can  travel  on  it  much  cheaper  than  without 
it. 

22d.  The  State  may,  therefore,  rightfully  aid  in 
the  execution  of  such  public  works  by  delegating 
to  corporations  the  right  of  eminent  domain  as 
she  always  does,  or  by  an  exertion  of  the  taxing 
power,  as  she  has  done  very  often. 

23d.  The  right  of  local  authorities  to  tax  a  par 
ticular  city  for  local  improvement,  is  as  clear  a 
right  as  to  lay  a  general  tax  for  any  public  purpose 
whatsoever. 

24th.  If  the  State  having  constitutional  power 
can  create  a  Stale  debt  by  a  subscription  in  be- 
half of  the  whole  people  to  the  stock  of  private 
Corporations  engaged  in  making  public  works,  it 
follows,  from  what  has  been  before  said,  that  she 
may  authorize  a  city  or  district  to  do  the  same 
thing,  provided  such  city  or  district  has  a  special 
interest  in  the  work  to  be  so  aided. 

25th.  There  is  not  a  case  in  which  we  can  deter- 
mine as  matter  of  law  that  the  city  has  no  interest 
in  the  proposed  railroads.     That   this   is  true  as 
matter  of  fact,  has  not  even  been  asserted  in  argu 
ment ;  only  a  little  more  than  intimated. 

26t}i  If  the  Legislature  and  the  Councils  decide 
that  the  city  has  an  interest  large  enough  to  justify 
these  subscriptions,  we  cannot  gainsay  this  with- 
out declaring  its  interest  to  be  flatly  impossible, 
and  to  do  that  would  be  absurd. 

27 tb.  Finally  If  the  authorities  of  the  city,  in 
Accordance  with  tbeir  charter,  and  with  certaio 


laws  supplementary  thereto,  are  about  to  create  a 
public  debt  for  public  purposes,  in  which  the  city 
has  an  interest,  it  will  be  as  valid  aud  binding  as 
if  it  had  been  largely  contracted  to  Accomplish  any 
other  public  purpose  for  the  benefit  of  tjbe  city. 
Injunclion  refused. 

We  also  give  the  argument  of  Judge  Woodward 
in  the  same  case,  that  our  readers  may  see  th«» 
grounds  upon  which  the  decision  of  the  court  was 
based,  and  as  a  convenient  reference  for  compan- 
ies who  may  have  similar  questions  r^sed  in  re- 
gard to  securities  they  may  hold.  ' 
Sharpless,  el.  al,.  vs.  tkt  City  of  Philadelphia. — 
OPINION  or  JCSTICE  wooUward. 

The  acts  of  Assembly  whose  constitutionality  is 
drawn  in  question,  were  approved  on  the  6th  day 
of  May,  1852,  and  the  9th  of  April,  1863,  respec- 
tively. By  the  first,  the  constituted  authorities  of 
the  city  of  Philadelphia,  the  incorporated  districts 
in  the  county  of  Philadelphia,  the  borough  of  Eas- 
ton in  the  county  of  Northampton,  and  the  ooun 
ties  of  Monroe  and  Pike,  or  either  of  them  arc  au- 
thorised to  subscribe  for  shares  in  the  capital 
stock  of  the  "Philadelphia,  Easton  and  Water  Gap 
railroad  company,"'  provided  that  no  subscription 
by  any  municipal  corporation,  authorised  by  this 
section  to  subscribe  to  the  capital  stock  of  said 
company,  shall  exceed  ten  per  cent  on  the  assess- 
ed valuation  of  the  real  and  personal  estate  in  the 
city,  district,  borough  or  county^  making  such 
subscription.  By  the  other  of  thgse  acts,  the  city 
of  Philadelphia  is  authorised  to  subscribe  for  10,- 
000  shares,  in  the  capiul  stock  of  the  Hempfield 
railroad  company,  and  "the  said  city  may  be  re- 
presented at  elections  and  other  meetings  of  the 
said  company,  by  agents  duly  authorised  to  act  by 
resolutions  of  the  councils  there<>f "  To  enable 
the  city  to  pay  for  these  stocks,  both  act*  empow- 
er the  city  'to  borrow  money  to  pay  therefor,  and 
to  make  provision  for  the  principal  and  interest  to 
borrowed,  as  in  other  cases  of  loans  to  said  city.' 

By  an  ordinance  of  the  city  councils,  passed  in 
the  forms  of  the  charter,  on  the  10th  of  March, 
1853,  the  mayor  was  authorised  on  certain  cundi- 
tious,  to  subscribe  for  ten  thousand  shares  in  the 
capital  stock  of  the  Philadelphia  and  Water  Gap 
railroad  company ;  and  by  a  similar  ordinance  of 
the  4th  April,  1853,  he  was  authorised  uncondi- 
tionally, to  subscrilie  for  10,000  shares  in  the  capi- 
tal stock  of  the  Hempfield  railroad  company, 
which  he  did  on  the  10th  of  May,  1853. 

To  restrain  the  city  authorities  from  making 
these  subscriptions,  and  fk-om  issuing  bonds,  if  al- 
ready made,  the  Relators,  who  are  citizens  and 
owners  of  real  and  personal  estatein  the  said  city, 
apply  to  this  court  for  a  writ  of  injunction.  The 
city  pleads  the  authority  of  the  Acts  of  Assembly 
for. the  subscriptions.  The  Relators  allege  that 
these  Acts  are  unconstitutional  and  void.  This  is 
the  issue  on  the  record. 

It  is  material  to  observe,  that  "neither  of  the 
railroads  are  within  the  city  of  Philadelphia.  The 
first  named  begins  at  a  point  north  of  Vine  street, 
which  is  the  northern  boundary  of  the  city,  and 
runs  by  the  most  expedient  and  pt'acticable  route 
to  or  near  the  Borough  of  Easton,  and  thence  by 
various  authorised  connections  and  extensions  to 
a  point  called  Waverly,  on  the. New  York  and  Erie 
railroad,  where  it  touches  the  nonthem  boundary 
of  the  state,  in  the  county  of  Bra4ford. 

The  Hempfield  railroad  was  incorporated,  to  be 
laid  with  one  or  more  tracks  from  Greensburg,  in 
Westmoreland  county,  where  it  intersects  the  Cen- 
tral railroad,  to  some  point  near  to  West  Newton, 
in  said  county,  and  theuce  by  authorised  conner- 
tions  and  extensions,  through  Washington  county, 
Pennsylvania,  and  Ohio  county,  Virginia,  to  the 
city  of  Wheeling.  This  road  is  said  to  be  at  its 
nearest  ]>oint  three  hundred  miles  from  the  city  of 
Philadelphia.  It  must  be  assumed  that  the  desi^ 
of  one  of  these  roads  was  to  facilitate  trade  and 
commerce  between  the  city  ol  Philadelphia,  and 
the  northern  portions  of  Pennsylvania  and  New 
York— of  the  other  to  bring  Increased  trade  and 
travel  oo  the  Central  railroad,  in  which  the  cit^ 
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of  Philadelphia  owns  S4,000,000  of  stock,  as   well 
an  to  esublisb  a  direct  commuQication  between 
,  the  said  citv  and  the  valley  of  the  Ohio  at  the  city 
of  Wheeling. 

Though  it  is  possible  to  imagine  that  the  city  of 
:  Philadelphia  might  be  able  to  make  provision  for 
i  the  payment  of  the  loans  authorised  by  thes^  acts 
i  of  Assembly,  out  of  rents  of  property,  dividends  on 
I  stocks,  exchange  or  sale  of  stocks,  legacies  and 
j  such  like  resources ;  yet  taxation  was  the  power 
i  evidently  intended   to  be  conferred.     The  ques- 
tion, therefore,  which  we  have  to  decide,  may   be 
stated  thus :    Had  the  Legislature   constitutional 
power  to  authorise  the  city  of  Philadelphia  to  sub- 
scribe lor  stock  in  the  railroad  companies,  to  bor- 
row money  to  pay  the  subscriptions,  and  to  levy 
I  taxes  to  pay  the  loans  1 

j  We  make  considerable  progress  in  the  discussion 
of  any  question  by  stating  it  properly.  From  the 
statement  of  the  present  question  it  is  apparent 
I  that  some  matters  which  entered  largely  into  the 
!  discussion  at  bar,  have  no  necessary  connection 
with  it.  The  policy  of  such  legislation  is  in  node- 
i  gree  a  question  for  the  judiciary.  That  belongs 
I  exclusively  to  the  people  and  their  representatives. 
iNor  have  the  doctrines  of  emiTuntdoniain Anything 
to  do  with  the  question  before  us.  It  is  said  there 
are  but  two  modes  under  our  constitution,  in  which 
the  public  may  take  private  property — the  one  by 
virtue  of  what  is  called  eminent  domain,  when  the 
compensation  is  secured  by  the  constitution — the 
I  other,  by  taxation,  when  compensation  is  provided 
for— €xcept  what  results  incidentally  from  a  re- 
publican form  of  government. 

I  do  not  agree  with  one  of  the  learned  counsel  in 
the  West  Chester  case,  who  argued  that  there  is 
no  distinction  between  eminent  domain  and 
Itaxation,  I  think  there  is.  Both  are  exercises  of 
jsovereignty,  but  the  former  has  respect  to  the 
[property  of  individuals,  and  is  regulated  only  by 
the  public  exigencies,  whilst  the  latter  respects  the 
whole  community,  or  whole  classes  of  individuals, 
land  is  regulated  by  some  standard  prescribed  by 
ilaw.  Again,  when  private  property  is  taken  for 
ipublic  use,  compensation  must  be  made,  and  that 
Imust  be  in  money  and  cannot  be  in  kind — Van- 
horn's  Lessee,  vs.  Dorrance  2d — Dallas.  Sutton's 
heirs,  vs.  city  of  Louisville,  5th  Dana,  29.  Money, 
said  Lord  Mansfield,  is  the  measure  of  value.  In 
jsome  sense  money  is  property,  but  when  our  con- 
stitution requires  compensation  in  money  to  be 
•made  for  property  taken  for  public  use,  it  marks  a 
distinction  between  money  and  property — be- 
tween value  and  its  measure.  But  taxation  is  a 
public  demand,  not  for  property  in  the  sense  of  the 
constitution,  but  for  money  or  personal  serrices, 
and  that  without  compensation.  True  under  most 
tax  laws,  property  may  be  seized  and  sold  in  de- 
fault of  payment  in  money,  but  this  only  as  means 
ito  an  end,  just  as«the  body  may  be  impri.soned  it 
iproi)erty  cannot  be  found.  Nor  are  these  distinc- 
•tions  disproved  by  the  instance  nut  in  argument, 
of  money  seized  to  pay  troops  on^he  point  of  mu- 
tiny in  the  face  of  an  invadingffoe,  when  it  was 
;8aid  if  compensation  be  made  it  must  be  in  kind 
The  answer  is,  that  such  a  seizure  would  be  neither 
the  exercise  of  eminent  domain  nor  the  power  of 
taxation,  but  of  martial  law.  In  adequate  emer- 
jgencies,  martial  law  suspends  the  UaJxas  Corpui, 
inflicts  summary  punishments,  and  appropriates 
private  property  without  regard  to  the  guaranties 
of  the  constitution.  Inter  arma  silent  kges.  But 
in  the  operations  of  civil  government,  the  legisla- 
ture exercises  its  constitutional  sovereignty,  some- 
times in  taking  specific  property  from  individuals 
for  a  price,  and  devoting  it  to  public  use,  and  some- 
times by  imposing  a  tax  on  property,  without 
change  of  its  title  or  its  use. 

What  we  have  to  deal  with  here  is  the  constitu- 
tionality of  laws  for  taxation,  and  all  those  clauses 
of  the  constitution,  and  all  the  arguments  of  coun- 
sel which  apply  to  legislation,  founded  on  the  emi- 
Dent  domain,  ara  beside  the  point,  and  may  be  laid 
out  of  the  discussion. 

Do  I  take  undue  liberty  with  the  question,  in 
thus  shearing  it  of  much  matter  which  distinguish- 
1 9d  counsel  supposed  pertained  to  it  1    Are  the;' 


not  tax  laws  ?  The  words  of  the  enactments  as  we 
have  seen  import  taxation.  The  complainants  so 
understand  them,  for  they  tell  us  they  are"bound 
by  law,  and  do  pay  all  taxes  justly  assessed  and 
levied  •  on  their  property  in  the  city  of  Philadel- 
phia," and  they  charge  that  by  said  subscriptions 
and  the  issuing  of  said  bonds,  the  debt  of  said  city 
now  exceeding  seven  millions  and  ahalf  of  dollars 
would  be  greatly  increa.sed,  the  credit  thereof  se- 
riously impaired,  and  the  taxes  chargeable  and  to 
be  levied  in  the  said  city  upon  the  property  of  your 
orators  and  their  fellow  citizens  will  be  greatly 
augmented. 

Beside,  if  these  acts  affect  city  property  atall,  it 
must  be  through  taxation  for  the  specified  roads 
are  not  to  touch  the  city  nor  to  "/aie"  an  inch  of 
its  property,  within  the  meaning  of  the  tenth  sec- 
tion of  the  bill  of  rights.  Taking  private  property 
and  applying  it  specifically  to  a  public  object,  is 
one  thing — assessing  property  with  public  taxes 
according  to  a  predetermined  standard,  is  quite 
another  thing.  These  acts  mean  the  latter  and  not 
the  former,  if  their  words  be  regarded ;  if  the  in- 
tsrpretation  of  the  complainants  be  received,  or 
if  the  distinctions  of  the  constitution  between  emi- 
nent domain  and  taxation  be  not  obliterated. 

Considering,  therefore,  these  acts  of  Assembly 
as  providing  for  objects  which  are  to  be  attained 
through  taxation,  1  next  proceed  to  notice  briefly 
the  principles  on  which  the  constitutionality  of 
such  legislation  is  to  be  tested. 

The  striking  peculiarity  in  the  civil  and  politi- 
cal condition  of  the  people  of  this  country,  is  that 
they  live  under  the  jurisdiction  of  two  seperate 
and  distinct  governments  ;  both  formed  by  them- 
selves ;  and  the  powers  of  each  limited  by  written 
Constitutions.  The  people  of  Pennsylvania,  made 
absolutely  free,  sovereign  and  independent  on  the 
fourth  day  of  July,  1776,  settled  for  themselves  a 
frame  of  government  which,  as  modified  in  the 
present  Constitution,  organizes  the  various  depart- 
ments of  a  republican  government,  Legislative, 
Executive  and  Judicial  ;  and  vests  in  them,  not 
specific  and  enumerated  powers,  but  Legislative 
power,  Executive  power  and  Judicial  power. 
Whatever  in  the  nature  of  these  three  govern- 
mental powers  (and  for  their  nature  we  must  re- 
fer ourselves  to  the  principles  of  political  science) 
belongs  to  these  departments  respectively,  but 
not  without  limitations.  The  Bill  of  Rights  is  a 
series  of  reservations,  out  of  the  powers  granted 
to  those  departments,  and  concludes  with  a 
solemn  declaration  in  these  words ;  "  To  guard 
against  transgressions  of  the  high  powers  which 
we  have  delegated  we  declare  that  every  thing  in 
this  article  is  excepted  out  of  the  general  p  wers 
of  government,  and  shall  forever  remain  inviolate." 
The  primary  question,  therefore,  that  arise  upon 
the  constitutionality  of  an  act  of  Assembly,  are 
first,  is  is  in  the  nature  of  Legislative  power,  and 
secondly,  does  it  trench  upon  any  of  the  reserva- 
tions in  the  Bill  of  Bights  ?  If  the  first  of  these 
questions  can  be  answered  affirmatively,  and  the 
other  negatively,  the  resulting  conclusion  is  that 
the  act  is  constitutional.  So  far  in  regard  to  the 
State  Constitution. 

The  Feiieral  Constitution,  ."prung  from  the  ex- 
perienced neeessities  of  the  States  of  theConfedera 
cy,  and  was  formed  out  of  the  powers  specifically 
granted  and  enuvierated  by  the  people.  To  the 
extent  of  the  powers  granted,  this  instrument  re- 
strains the  Sovereignty  of  the  States,  but  the 
"  powers  not  delegated  to  the  United  States  by 
the  Constitution,  nor  prohibited  by  it  is  the  States 
are  reserved  to  the  States  respectively  or  to  the  peo- 
ple." Because  the  people  are  more  largely  represent- 
ed in  the  State  Qovemment  than  in  the  National ; 
and  because  the  powers  granted  to  the  Federal  Oov- 
emmentare  in  derogation  of  State  rights,  tha  rule 
of  strict  construction,  as  applied  to  these  giants,  is 
obviously  conservative  and  just,  though  not  univer- 
sally admitted. 

The  people  are  the  sources  of  all  political 
powers.  They  enumerate  those  they  grant  to  the 
Federal  government  aad  those  they  reserve  (toxa. 
the  State  Qovemment.  The  Legistlative  power 
of  the   State  extends  to  all  subjects,  properly 


legislative,  not  found  in  one  or  the  other  of  these 
enumerations,  and  the  only  question  additional  to 
those  already  stated,  that  can  arise  on  the  Con- 
stitutionality of  a  State  law,  is,  does  it  contravene 
the  grants  in  the  Federal  Constitution  ? 

But  this  question  need  not  be  considered  here, 
for  in  all  thai  has  been  said  against  these  acts  of 
assembly,  they  have  not  been  charged  with  con- 
travening any  of  the  grants  in  the  Constitution  of 
the  United  States. 

Recurring  therefore,  to  the  questions   sUted,   I 
proceed  to  enquire  first,  whether  these  acts  of 
Assembly  are  according  to  the  nature   of  Legis- 
lative power. 

That  taxation  is  a  legislative  power,  has  never 
been  questioned  in  this  country.  In  despotic  gov- 
ernments, it  is  usurped  by  the  supreme  executive, 
and  in  the  limited  monarchy  of  Great  Britain,  it 
has  sometimes  been  exercised  by  the  king,  but 
always  with  popular  discontents  ;  and  in  the  in- 
stance of  Charles  the  first,  to  the  loss  of  his  head. 
The  people  have  long  since  regained  this  right, 
and  it  is  now  vested  in  parliament. 

Here  it  was  claimed  for  our  colonial  Legislatures 
against  the  legislative  body  of  the  mother  country , 
where  we  were  unrepresented,  and  as  soon  as  the 
people  became  free,  they  brought  it  as  near  home 
to  themselves  as  possible,  by  providing  in  all 
their  constitutions,  that  revenue  bills  should 
originate  in  the  House  of  Representatives,  where 
they' are  most  largely  and  directly  represented. 
Yet  there  is  nothing  about  this  power  in  our  Con- 
stitution, except  what  is  impelled  from  the  pro- 
vision just  referred  to.  Government  presupposes 
the  power  of  taxation,  and  cannot  exist  without  it; 
and  because  it  is  not  denied  in  the  bill  of  rights, 
it  is  granted  in  the  general  grant  of  Legislative 
power.  In  the  Federal  Constitution  it  is  express- 
ly given  to  the  Legislative  body.  This  indicates 
at  once,  the  distinction  of  the  theory  of  the  two 
constitutions,  and  the  sense  of  the  country  that  it 
is  a  legislative  power. 

But  is  said  that  this  power  cannot  be  delegated. 
Strictly  speaking,  none  of  the  powers  of  govern- 
ment can  be  delegated.  They  are  vested  in  co- 
ordinate departments,  to  be  exercised,  and  with- 
out the  right  of  transfer.  But  the  Legislature 
may  provide  agencies  through  whom  to  exercise 
the  power  of  taxation,  and  that  is  not  properly 
called  a  delegation  or  transfer  of  the  power,  which 
is  merely  an  exercise  of  it  through  a  suitable  agent. 
Accordingly  from  the  beginning  of  our  govern- 
ment, the  Legislature  have  divided  the  Slate  into 
counties,  townships,  school  districts,  boroughs 
and  cities,  and  have  provided  for  the  appointment 
or  election  of  certain  tax  officers,  in  their  re- 
spective localities,  and  have  authorized  them  to 
assess,  collect,  and  apply  taxes.  This  has  been, 
not  so  much  a^  delegation  of  the  power  of  taxation 
to  those  municipal  divisions,  as  the  exercise  of  it 
through  and  by  means  of  chosen  agencies.  In 
exact  accordance  with  this  kind  of  Legislation  which 
having  been  coeval  with  the  constitution,  affords 
the  best  interpretation  of  it,  these  acts  of  Assem- 
bly authorize  one  of  the  municipal  districts  of  the 
State  "  to  make  provision  for  the  payment  of  the 
money  borrowed,  as  in  other  cases  of  loans  to 
said  city."  Was  this  a  delegation  of  the  Legisla- 
tive f\inction  1 — How  could  the  Legislature  make 
provision  for  t^e  repayment  of  the  borrowed 
money,  as  in  other  cases  of  loans  to  said  city  1 
Their  faculties  are  all  Legislative.  They  have  no 
executive  power,  and  the  Constitution  and  habits 
of  this  body,  uufit  them  for  applying  rules  which 
it  is  their  province  to  prescribe.  They  are  oblig- 
ed to  act  through  chosen  agencies  when  provid- 
viding  for  the  revenues  of  the  State.  State  taxes, 
the  internal  employment  system,  common  schools, 
and  all  State  objects,  have  to  be  entrusted  to 
agents,  though  the  power  that  controls  them  re- 
sides in  the  Legislature.  In  the  same  manner, 
when  the  Legislature  would  tax  the  citizens  of  the 
city  of  Philadelphia,  to  build  the  railroads  in 
question,  they  must  use  the  hand  of  some  agent, 
and  whose  could  be  more  wisely  selected  than 
that  of  the  "  constituted  authorities"  of  the  city  ? 
Aad  eveo  tii»t  li*Qd  is  pot  foroed  to  the  work|  but 
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employed  ouly  with  the  consent  of  the  body  to 
which  it  belongs — a  circumstance  which  indicates 
the  moderation  of  legislative  power.  But  tl>e  ob- 
jection most  insisted  on,  has  reference,  not  to  the 
legislative  power  of  taxation,  nor  to  the  agencies 
csJled  in  aid  of  its  exercise,  but  to  the  objects  and 
purposes  to  which  it  is  applied.  These  are  to  con- 
struct railroads  outside  of  the  geographical  limits 
of  this  city.  Whilst  the  constitutional  power  of 
the  Legislature,  to  create,  renew  and  extend  the 
charters  of  municipal  oporations  is  iidmitted,  it  is 
maintained  that  municipal  administration  is  the 
only  purpose  for  which  they  exist;  and  it  is  denied 
that  legislative  power  can  tax  them  for  any  other. 

By  subscribing  to  the  stock  of  these  railroad 
companies,  the  city  of  Philadelphia  will  become  a 
member  of  the  companies.  They  are  private  cor- 
porations.! Intending  to  become  common  carriers; 
they  will  assume  large  responsibilities  a  share  of 
w^hich  must  fall  on  each  corporator.  The  enter- 
prise is  costly  and  hazardous,  and  may  result  in 
great  pecuniary  profits,  or  in  disastrous  losses.  Is 
it  a  municipal  purpose  1  Does  it  come  within  the 
circle  of  objects  which  municipal  corporations  were 
designed  to  accomplish!  Without  going  into  the 
historj'  and  common  law  of  such  corporations,  I 
unhesitatingly  answer  these  questions  in  the  ne- 
gative. There  is  no  congruity  between  such  an 
enterprise  and  t)ie  legitimate  purposes  of  municipal 
corporations.  They  were  designed  to  regulate  the 
internal  aflairs  of  the  places  in  which  they  were 
located.  Police,  Health,  Streets,  Lanes,  Alleys, 
and  the  like  are  the  appropriate  subjects  of  mu- 
nicipal administration,  and  though  a  city  may  go 
beyond  its  boundaries  to  purchase  necessaries  of 
its  existence,  safety  and  comfort,  yet  its  jurisdic- 
tion is  properly  exercised  only  within  its  territorial 
limits,  and  on  subjects  than  pertain  to  its  domestic 
economy  and  well  being.  Railroads  to  connect 
distant  points  of  country — todevelope  physical  re- 
sources, and  to  promote  commerce  are  great  pub- 
lic bene  faclioas  and  emphatic  expressions  of  the 
energies  of  an  age  distinguished  for  activity  and 
and  bold  adventure.  But  they  come  not  within, 
or  near  to  that  class  of  objects,  which  we  have  been 
taught  to  consider  as  municipal  purposes.  Yet 
when  the  Legislature  enables  a  city  to  lend  a  hand 
to  such  enterprizes,  where  is  the  constutitional 
provision,  which  the  Judiciary  can  say  is  violated  1 
The  power  of  taxation  is  unrestrained  in  the  Con- 
stitution, both  as  to  extent  and  purpose.  Municipal 
corporations  are  not  dehued  in  the  Constitution, 
nor  in  any  general  statute.  If  we  go  to  the  Com- 
mon Law,  that  teaches  us,  they  may  be  formed  by 
a  prescription,  by  statute,  or  by  royal  charter  and 
that  their  ordinary  purposes  are  such  as  I  have  in- 
dicated, but  it  imposes  no  restraints  on  Legislative 
power  in  respect  to  them.  On  the  contrary,  a  lear- 
ned writer  informs  us  that  "in  England  the  Legis- 
lature has  not  often  exercised  the  power  of  crea- 
ting municipal  corporations,  because  it  has  been 
esteemed  a  tlower  of  the  prerogative. — Where  the 
ordinary  regulations  alone  are  necessary,  the  King 
incorporates,  by  chaiter,  but  when  it  is  thought 
proper  to  invest  the  intended  body  with  extra- 
ordinary power  or  privilege,  the  aid  of  Parliament 
is  necessary."  Again,  "the  statute  may  invest  the 
body  with  powers  contrary  to  the  general  rules  of 
law,  but  they  must  be  granted  in  clear  and  unam- 
biguous words.''  Again,  he  says  "it  is  quite  unne- 
cessary to  say  what  privileges  may  be  granted,  or 
regulations  prescribed  to  a,  corporation  by  an  Act 
of  Parliament,  /or  the  power  of  the  Legislature  in 
(kis  respect  cannot  be  defined.  (Willock  on  Munici- 
pal Corporations,  Sec,  10. 12  and  226.) 

Without  saying  that  with  us,  this  power  cannot 
be  defined,  it  must  be  admitted  it  has  not  been. 
The  people  aloue,  are  competent  to  set  bounds  to 
a  clearly  granted  and  unquestionable  power.  The 
judiciary  cannot  assign  limits  to  that  which  the 
people  have  decreed  shall  be  unlimited.  If  they 
could,  the  judiciary  would  be  the  only  real  power 
in  the  stat«  and  might  hinder  the  most  salutary 
legislation.  Are  wo  to  set  aside  these  enactments 
because  they  do  not  hairaonize  with  our  ideas  of 
municipal  purposes  7  This  is  the  most  solid  ground 
to  which  W9  have  been  poioted,  bot  is  not  slfQQi; 


enough  to  sustain  a  decree.  I  have  no  duubt  of 
the  right  and  duty  of  the  judiciary  to  declare  a 
law  unconstutitutional,  when  it  clearly  contravenes 
any  of  the  provisions  of  the  State,  or  Federal  Con- 
stitutions, but  it  is  a  power  to  be  exercised  with 
great  caution.  For  nearly  fifty  years  of  our  poli- 
tical existence,  under  the  Constitution  of  1790,  no 
act  of  Assembly  was  set  aside  for  unconstitutiona- 
lity.— Judges  claimed  the  power,  and  said  they 
would  exercise  it  in  clear  eases,  but  in  all  that  pe- 
riod, no  case  arose,  which  in  their  judgment,  was 
clear  enough  to  justify  the  exercise  of  the  power, 
and  it  is  well  known  that  that  great  light  of  thisBench , 
so  recently  extinguished,  stood  opposed,  for  many 
years,  to  the  existence  of  any  such  Judicial  power. 
Smce  the  Constitution*  of  1838  was  adopted,  seve- 
ral acts  of  Assembly  have  been  declared  unconsti- 
tutional, but  they  were  all  clear  cases.  When  the 
Legislature  disregards  the  distribution  made  by 
the  powers  of  government,  among  the  three  co-or- 
dinate departments — or  the  reservations  of  the  Bill 
of  Rights — or  the  grants  to  the  government  of  the 
United  States:  the  Judiciary,  whose  office  it  is  to 
expound  the  law,  may,  and  1  hold  are  bound  to  de- 
clare the  act  unconstitutional  and  void.  —  But  on 
lower  ground  than  this,  and  especially  on  ground 
so  low,  as  the  equivocal  and  undefined  purposes 
of  municipal  corporations,  acts  of  assembly  have 
never  been  declared  unconstitutional.  It  was  said 
in  the  argument,  and  authorities  were  exhibited 
to  prove  that  the  constitutionally  oflegislation,  si- 
milar to  this  we  are  considering,  has  been  asserted 
in  seven  States  of  the  Confederacy.  These  con- 
curring opinions  of  the  Couits  around  us,  sitting 
under  State  Constitutions  similar  in  their  structure 
to  ours,  are  entitled  to  great  respect,  and  seem  to 
show  that  the  corrective  of  this  species  of  legis- 
lation, novel  as  it  unquestionably  is,  and  pernicious, 
as  many  believe,  is  with  the  people,  and  not  with 
the  courts. 

The  power  of  Legislation  by  Representatives  of 
their  own  choosing,  is  one  of  the  invaluable  privi- 
leges of  the  people.  It  is  this  which  makes  them 
a  free  State.  This  is  self  government — the  best  of 
all  powers  of  government,  and  therefore  least  in 
need  of  clogs  and  restraints.  When,  through  inad- 
vertence, this  power  is  applied  to  objects  forbidden 
by  the  letter  of  the  Constiiution.  the  interposition 
of  the  judicial  arm,  is  properly  invoked.  But  so  long 
as  it  keeps  within  is  ap|>ointed  orbit.  Judges  can- 
not interfere  with  its  progress,  without  themselves 
departing  from  their  proper  sphere. 

It  remains  to  consider  briefly  the  second  question 
proposed,  does  this  Legislation  trench  on  the  Bill 
of  Rights.  The  first  section  of  that  instrument  is 
relied  on,  which  enumerates  among  the  inherent 
and  indefeasible  rights  of  man,  that  of  "acquiring, 
possessing  and  protecting  property-"' 

It  must  never  be  forgotten  that  the  'Declaration 
of  rights"  as  the  9th  article  of  our  constitution  is 
called,  is  part  of  a  frame  of  civil  government,  and 
is  to  be  construed  with  reference  to  the  whole  in- 
strument, of  which  it  is  a  part.  When,  therefore, 
"the  right  of  aquiring,  jwssessing  and  protecting 
property,"  is  averted  it  does  not  mean  to  exempt 
property  from  taxalion!  since  without  taxation 
civil  government  cannot  exist.  Nor  does  it  mean 
to  exempt  it  from  the  prerogative  of  eminent  dn- 
main,  for  o  right  to  take  private  property  for  pu- 
blic use,  is  else  where  expressly  asserted,  and  wi- 
thout this  also,  government  could  not  exist  pros- 
perously, if  indeed  at  all. 

The  acquisition,  protection  and  defence  guaran- 
teed, must  be  consistent  with  and  subordinate  to 
these  first  principles  else  one  part  of  the  Constitu- 
tion destroys  the  other,  and  so  the  government 
is  dissolved.  1  am  clearly  of  opinion,  that  this  sec- 
tion cannot  be  set  up  against  a  tax  law.  Sor  is 
there  an,y  clause  in  the  Declaration  of  Rights,  ickn  k 
restrains  the  Legislative  power  of  taiolion.  1  know 
this  may  seem  to  some  a  startling  proposition,  but 
rightly  considered,  there  is  nothing  alarming 
in  it. 

The  great  conservative  principle,  which  lies  at 
the  base  of  our  institutions,  is  popular  represent- 
ation, and  it  was,  doubtless,  a  profound  reliance  on 
t^is  principle,  wbiqh  induced  ih«  frameis  of  our 


Constitution,  to  plant  in  the  Legislature,  the  taxing 
power  without  stint  or  restraint.  And  as  the  tree 
is  best  known  by  its  fruits,  so  are  the  results  of 
experience,  the  best  test  of  political  theories.  In 
those  Governments  where  suffrage  and  represent- 
ation have  been  witheld  from  the  masses,  men  and 
property  have  been  taxed  to  *  support  Royalty  and 
Aristocracy  in  costly  magnificence — to  carry  on 
wars  bred  by  the  bad  passions  of  rule,  or  to  con- 
struct expensive  and  useless  works,  as  memorials 
of  individual  grandeur. — How  different  with  us ! 
Taxation  by  the  Gleneral  Government,  indirectly 
applied,  is  limited  to  the  necessities  of  economical 
administration. — Taxation  inJI'ennsylvania,  beyond 
the  ordinary  purposes  of  Govprnment,  has  been  de- 
voted to  the  education  of  the  ignorant,  relief  of  the 
insane,  the  dumb,  tbeblind..  To  the  construction 
of  highways  and  bridges  and  canals,  and  railroads. 
These  are  the  purposes  to  which  a  Republican 
GovER.vMKNT,  applies  the  power  of  taxation,  and 
when  so  applied,  it  is  a  beneficent  power.  Even 
though  incongruously  blended  with  municipal  pur- 
poses as  in  the  instances  before  us  it  is  by  no  moans 
clear,  it  will  not  be  productiik-e  of  more  good  than 
evil.  And  that  it  will  never  be  long  perverted  to 
injurious  use,  is  as  certain  asjthe  law  of  self  preser- 
vation, for  so  long  as  the  pebple  rule  themselves, 
it  is  impossible  to  anticipate  that  thev  will  employ 
any  of  thepowersofgovernn>ent,  for  their  own  op- 
pression. The  fact  is,  the  iatcrnal  improvements 
of  Pennsylvania,  ill  contrived  and  badly  managed, 
as  in  some  instances  they  have  been,  have  added 
incalculably  to  the  material  wealth  of  the  State, 
and  the  taxation  they  have  occasioned,  if  it  seemed 
high  as  compared  with  former  standards,  .sinks 
into  insignificance,  when  compared  with  taxation 
in  otlier  countries,  or  with  the  resources  of  national 
wealth  and  greatness,  whic^i  it  has  multiplied  in 
our  own.  It  is  easy  to  imagine  possible  abuses 
of  any  unrestricted  power,  but  the  voice  of  our  own 
experience  (and  I  know  no  safer  oracle)  teaches  us, 
that  we  may  safely  trust  the  interests  of  the  future, 
to  that  form  of  goverrhnent,  which  has  been  pro- 
ductive of  so  much  happiness  and  prosperity  in 
the  past,  1 

But,  not  to  pursue  the  subject  further,  my  opin- 
ion is,  that  upon  the  received  principles  of  Con- 
stitutional construction,  these  acts  of  Assembly 
are  Constitutioiul  a»jd  not  void,  consequently  that 
the  motion  for  an  injunction  bhould  be  denied. 

TheJuflges  were  divided — three  in  favor,  and  two 
against  the  constitutionality  of  the  law.  The  fol- 
lowing are  the  principal  points  taken  by  Judge 
Lewis,  who  dissented  from  the  decision  by  the 
majority  of  the  court. 

1st.  The  proposed  subscription  puts  the  proper- 
ty of  the  citizens  under  the  control  of  a  private 
corporation,  without  their  consent,  thus  depriving 
them  of  the  right  of  protecting  and  possessing  it 
under  the  first  section  of  the  Bill  of  Rights. 

2d.  It  converts  the  members  of  a  municipal 
government  into  a  corporation,  which  has  nothing 
governmental  in  its  objects :  and  w  hicb,  being 
bound  by  contract,  cannot  be  altered,  reformed 
and  abolished  at  the  pleasure  of  the  people,  and 
therefore  violates  the  2d  section  of  the  Bill  of 
Rights.  j  I 

od.  It  puts  the  jwoperty  of  the  people,  witboot 
their  consent,  where  it  cannot  be  any  longer  pro- 
tected by  free  and  eijual  votes — but  where  prop- 
erty has  more  votes  than  men — and  thus  violates 
the  8th  section. 

4th.  It  deprives  the  citizei^  of  his  proix-Tty  » ith- 
out  a  trial  by  his  peers,  or  due  proofs  of  law,  and 
thereby  violates  the  8th  section. 

6th.  It  takes  the  property  of  the  citizen  with- 
out just  compensation,  and  Js  therefore  a  usurpa- 
tion of  ix>wer  not  delegate^,  and  also  a  violation 
of  the  10th  section, 

6tb.  It  deprives  the  citizVn  of  laiid  secured  to 


.'^ 


T  Jr"r''p"v.',   .-'tTr '"^^ 


",V- 


598 


AMKRICAN    RAILROAD    JOURNAL. 


him  by  patents,  deeds  and  other  cootracts,  and  sc 
violates  the  17th  section. 

7th.  No  compcn:jation  is  paid  or  secured  in  ad- 
vance to  the  individuals  whose  property  is  to  be 
taken  as  proposed — in  violation  of  the  7th  act  of 
the  new  constitution. 

8th.  The  Legislature  might  appoint  Queen  Vic- 
toria, as  well  as  the  city  corporation,  an  agent  for 
carrying  out  the  schemes  of  the  i>laintifls. 

The  Judge  concluded  by  observing  in  substance, 
that  his  views  in  regard  to  the  proposed  question 
might  be  old  fashioned — but  when  the  credit  of 
the  city  should  be  exhausted — when  the  bonds 
about  to  be  given  by  the  corporation  .should  be- 
come due  and  payable,  when  the  railroad  excite- 
ment should  subside — the  rich  impoverished,  and 
the  poor  driven  to  destitution,  when  the  citi/.^-ns 
should  become  the  bondsmen  of  a  private  corpor- 
ation, he  should  have  the  melancholy  satisfaction 
of  having  endeavored  to  avert  such  calamity. 

Judge  Lewis  concurred  with  this  dissenting 
opinion — but  the  majority  of  the  court  decided  in 
favor  of  the  leg:ility  of  the  municipal  subscriptions, 
and  denied  the  injunction. 


R«llroa<la  TermluatlhK  at  Oineluuati. 

The  Cincinnati  Price  Current,  in  its  annual  re- 
view of  the  trade  and  commerce  of  that  city  gives 
the  following  notice  of  the  railroads  in  pcogrej^s 
aud  operation  terminating  in  that  city  : 

RAII.KOAnS  IN  OFKKATICN. 

Lillle  Miami. — The  bu.sines.s  on  the  Little  Mia- 
mi railroad  has  continued  to  increase,  both  as  re- 
gards freight  and  pa.ssengers.  The  company  are 
now  constructing  a  second  track.  The  following 
is  a  comjiarative  statement  of  the  earnings  of  the 
road  for  twelvemonths  ending  July  ;Ust : 

Passengers 


ant  us  in  i>redicting  a  further  increase  in  the  re- 
ceipts during  the  ensuing  year.  We  will  refer  to 
the  several  roads  that  will,  when  completed,  con- 
tribute a  large  amount  of  business  to  the  C.  H.  & 
D.  road.  The  Richmond  and  New  Ca.stle  road  is 
expected  to  be  finished  to  the  latter  place  by  the 
1st  of  November.  The  Indiana  Central  road  from 
Richmond  to  Indianapolis,  will  bo  completed  by 
the  middle  of  October.  With  both  of  these  com- 
Danies  business  arrangements  have  been  made. 
The  latter,  with  the  road  from  Hamilton  to  llich- 
A-ill  aflbrd  a  railroad  communication  with  Indian- 
apolis and  New  Castle,  running  through  the  most 
fertile  portions  of  our  neighboring  state.  The 
Springfield  and  Columbus  road  will  be  open  in  a 
few  weeks  to  London,  a  point  on  the  Xenia  and 
Columbtis  railroad,  which  will  afford  an  outlet  to 
Columbus.  The  Ohio  and  Indiana  road  will  be 
open  to  the  Mad  River  Road  in  October,  affording 
an  admirable  connection  with  Pittsburgh.  The 
Junction  road  from  Sandusky  to  Cleveland  will  be 
open  for  travel  in  a  few  weeks.  This  road  will  be 
completely  ballasted  when  open  for  travel,  and  it 
is  said  will  be  one  of  the  best  roads  in  thecountry. 
The  time  from  Cincinnati  to  Cleveland  by  this 
route  (via  Dayton  and  Sandusky)  will  be  8^4  or 
Sj'o  hours.  The  following  statement  shows  the 
earnings  of  this  road  for  the  12  mouths  ending  Ju- 
ly 31st : 

From  pas?'cii^era. 


I80I-2. 

August 23,095  66 

September 27,753  72 

October 20,940  76 

Nov 14,935  88 

Dec 12,541  39 

Jan 11.703  14 

Feb 12,230  94 

March 17,592  73 

April ■ 21.399  57 

May 23,441  81 

June 24,409  34 

July 27,317  82 


1852-3. 
28,777  06 
31,992  92 
33,143  69 
25,586  51 
22,831  62 
23,735  44 
22,745  59 
26  982  80 
21,416  20 
27,629  03 
38,106  11 
31,184  62 


Total 237,362  75  329,131  59 

Freight  and  Mails. 

1861-2.  1862-3. 

August 26,663  23  21,277  63 

September 21,421  68  23,494  91 

October 26,49143  27,926  82 

November 28,710  09  28,292  27 

December 22,936  26  28,739  12 

January 18,229  33  26,656  98 

February 15,688  41  21,806  51 

March 21,270  07  27,098  86 

April 18,689  34  29,999  82 

May 20,906  38  23,093  04 

June 19,536  23  21,107  66 

July 18,362  78  20,382  80 

Total 257,904  23  299,874  37 

This  company  is  now  working  the  Cincinnati  & 
Hillsboro'  road  to  Hillsboro',  under  a  contract  with 
the  latter  company.  The  Cincinnati,  Wilmington 
and  Zanesville  road  is  also  furnishing  business  to 
the  Little  Miami  road,  the  former  b«ing  completed 
from  Wilmington  to  Morrow,  on  the  latter. 

Cincinnati,  Hamilt&a  and  Dayton. — Business  on 
the  Cincinnati,  Uamilton  and  Dayton  railroad  has 
also  largely  increased  during  the  year,  and  the 
present  condition  of  the  road  and  its  connection 
with  other  roads,  completed  and  in  progress,  war- 


1851-2 

August 

September ; 2,502 

October 16,306 

November 11,832 

December 11,446 

January 8,736 

February 9,893 

March 13,557 

April 11,314 

May 15,380 

June l(i,315 

July 17,768 


Freight  & 
1851-2 

August J 

September 14 

October 532 

Noveml)er 907 

December 4,887 

January 5,008 

February 4,376 

March 5.509 

April 6,166 

May 7,313 

June 7,780 


July 


8.53 


Express. 
18528 
9,562 
12,194 
11.412 
12,329 
11,719 
13,352 
13,613 
16,119 
15,399 
13,366 
11,774 
10.750 


1862-3 
15,458 
l'),943 
18.589 
15,285 
12,112 
16,191 
18,756 
19,244 
20,641 
21.694 
20,628 
23,452 

Total. 
18524 
25,110 
29,187 
30,001 
27,614 
23,831 
29,543 
27,368 
36,363 
36,050 
35,060 
32,302 
34.202 


Total 61,724        161,579  365,471 

Oiiio  uud  yjississippi. — The  Ohio  and  Mississ- 
ippi railroad  from  Cincinnati  to  Saint  Lonis,  is 
progressing  with  decitled  activity  and  vigor — 87 
miles  from  Cincinnati  we.st  to  the  JufJersonville  R. 
R.,  (securing  a  connection  with  Louisville)  will  be 
opened  and  ready  for  the  ca  s  in  January  next. — 
About  the  same  immber  of  miles  extending  from 
St.  Louis  east,  will  be  in  readiness  at  the  same 
time,  so  that  early  in  January  1864,  more  than 
half  of  the  work  connecting  the  two  great  inland 
cities  of  the  United  States  will  be  completed.  The 
work  is  also  well  advanced  on  the  intermediate 
sections,  and  it  is  the  determination  of  the  two 
companies  to  complete  the  entire  line  by  January, 
1855.  The  iron  for  tlie  whole  line  has  been  pur- 
chased and  is  now  being  delivered  at  Cincinnati 
and  St.  Louis. 

The  financial  affairs  of  the  com|)any  are  in  a 
flouiishing  condition.  The  sale  of  the  first  mort- 
gage bonds  in  London,  by  Professor  Mitchell,  was 
on  the  most  advanta»eous  terms — placing  the  se- 
curities of  the  company  on  a  level  with  the  most 
favored  roads  of  this  country. 

The  stock  of  the  company  lor  an  untiDished  road 

is  almost  without  precedent  in  valne.     The  last 

sale  at  the  Exchange  was  98)2 ;  ^Qd  96   has   been 

!  obtained    privately.      When    the    extraordinary 


change  which  this  road  will  cause  in  the  stream  of 
travel  to  and  from  the  great  West  is  taken  into 
consideration,  no  surprise  will  be  felt  in  the  esti- 
mate which  capitalists  place  upon  this  stock. 

It  now  requires  three  to  four  days  to  pass  from 
Cincinnati  to  St.  Louis :  when  this  road  is  com- 
pleted, twelve  hours  only  will  be  necessary  to 
transport  passengers  over  this  route. 

Cincinnati  and  Marietta. — The  Cincinnati  and 
Marietta  railroad  is  progressing  rapidly.  It  is 
ready  for  the  iron  from  Chillicothe  to  Greenfield, 
and  from  the  latter  point  to  Blanchester  the  work 
will  be  proceeded  with  without  delay.  From  Chil- 
licothe eastward  the  road  will  be  ready  for  the 
track  by  the  first  of  November.  The  increase  of 
stock  subscriptions  during  the  year  is  $1,722,000, 
which  added  to  former  subscriptions  make  a  total 
basis  of $8.71 7,000. 

The  Baltimore  and  Ohio  railroad  which  was 
opened  to  Wheeling  in  January  last  affords  a  new 
route  to  the  eastern  seaboard  for  freight  and  pas- 
sengers. This  road  will  be  prepared  to  transport 
the  coming  winter  from  the  west,  five  hundred  to 
six  hundred  tons  of  produce  daily.  The  running 
time  for  freight  trains  is  thirty-one  hours  from 
Wheeling  to  Baltimore,  and  in  connection  with 
the  Union  line  of  steamers  on  the  Ohio  river,  pro- 
perty may  be  carried  from  Cincinnati  to  any  of 
the  eastern  markets  in  five  to  seven  days.  It  is 
confidently  expected  that  the  company  will  modi- 
fy the  present  freight  tariff.  This  would  secure 
to  the  road  a  very  large  portion  of  the  Western 
trade. 

Cincinnati  Western. — The  Cincinnati  Western 
railroad,  runs  from  Cincinnati  in  a  northwestern 
direction,  to  the  western  line  of  the  state,  where  it 
connects  with  the  Cincinnati,  Cambridge  and  Chi- 
cago road,  running  from  the  State  line,  via  Cam- 
bridge, to  New  Castle,  Ind.  The  distance  from 
Cincinnati  to  New  Castle  is  73  miles.  The  whole 
line  is  nnder  contract  to  A  DeGraffdc  Co.,  who 
agree  to  make  the  road  ready  for  the  cars  by  the 
first  of  October,  1864.  A  large  force  is  now  at 
work  along  the  whole  line,  and  thirteen  miles  of 
the  track  wili  be  laid  during  the  ensuing  fall. 

Covington  and  Lexington. — The  work  on  the 
Covington  and  Lexington  railroad,  is  progressing 
rapidly.  The  cars  are  now  running  a  distance  of 
20  miles  from  Covington.  We  hoped  to  be  able  to 
present  full  particulars  relative  to  the  condition  of 
this  company,  both  present  and  prospective,  but 
having  been  disappointed  by  a  gentleman  con- 
nected with  the  road  who  promised  to  furnish  the 
information,  we  are  compelled  to  pass  it  with  this 
brief  notice. 

The  following  roads  are  under  the  charge  of  E. 
Gest,  Esq.,  as  engineer,  by  whom  the  following 
statement  of  their  condition  was  forwarded  to  the 
Price  Current : 

"Ist.  The  Dayton  and  Cincinnati  (Short  Line,) 
extending  from  Broadway  and  Court  streets,  Cin- 
cinnati, through   Reading,  Sharon,  Chester,   Mid- 
dletown,  Franklin,  Miamisburg,  Carrolton  and  Al- 
exandersville,   to  Dayton.     Length    62^8   miles ; 
maximum  grade  39  6-10  feet ;  minimum  radius 
1910  feet.     It  is  all  under  contract  excepting  en- 
!  gines  and  depot  buildings  to  Messrs.   Ferrell  and 
I  Dunham,  who  have  been  prosecuting  the  work  on 
i  Tunnel  for  about  six  months,  a>id  at  a  few  points 
I  along  the  other  portions  of  the  road  for  sixty 
I  days. 

I  "'All  the  shafts  and  the  north  approach  of  ih© 
I  tunnel  are  now  completed,  except  the  arching  j 
the  south  approach  is  about  one  half  complete. 
The  workmen  are  now  engaged  in  excavating  the 
beading  from  each  end,  and  the  shafls  making  at 
this  time  eight  points  of  operation  in  the  tunnel 
proper.  As  about  five  feet  can  be  made  per  24 
hours,  (the  t  innelling  being  driven nightand  day) 
at  each  point  with  a  full  working  force,  they  can 
advance  at  the  rat'j  of  about  720  feet  per  month 
hereafter,  allowing  18  working  days  to  be  made, 
which  can  be  readily,  should  the  work  be  driven 
with  the  proper  practicable  force  and  energy.  Con- 
sequently it  is  not  only  practicable,  but  probable, 
that  the  tunnel  and  entire  work  will  be  completed 
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in  sixteen  muntljs.  All  doubt  as  Ut  the  character 
of  the  material  through  which  the  tunnel  will  pass 
that  may  heretofore  haveezistcd,  is  now  removed, 
ard  it  is  now  certain  that  nothing  but  indurated 
marl  with  a  few  layers  of  limestone  will  be  en- 
countered ;  afifordiiig  probably  the  least  difficult 
material  to  tunnel  through  that  is  to  be  found. 
The  length  of  actual  tunnelling  isSOOOfeet;  which 
with  arched  approaches  of  2,WX)  feet  will  make 
the  total  length  of  arch  or  tunnel  when  completed 
10,000  feet,  or  about  1  9-10  miles. 

"The  company  is  amply  prepared  with  means 
to  complete  the  work,  as  they  have  overS800,000 
of  available  subscriptions  to  its  capital  stock,  and 
parties  stand  ready  to  take  up  the  remaining  S200,- 
000  if  required.  The  whole  cost  of  the  work  with 
its  necessary  real  estate,  bnildiugs  and  machinery, 
including  a  liberal  allowance  for  discount  and  in- 
terest will  not  vary  far  from  $2,400,000. 

"2d.  The  Cmcinnati,  Lebanon  and  JCtnia,  and 
the  Xenia  and  Delaware  roads — although  operat- 
ing under  two  charters,  yet  in  fact  are  but  one  in- 
terest. The  names  of  the  several  places  in  the  ti- 
tle indicate  its  route.  It  is  now  under  contract  to 
Messrs.  Van  Horn,  Williams  and  Buchannan  from 
this  city  to  Xenia,  a  distance  of  52  miles;  a  large 
amount  of  grading  has  been  done  between  Leba- 
non and  Mason.  From  the  latter  place  to  this  city 
will  be  commenced  this  week,  and  from  Lebanon 
north  to  Delaware  in  time  to  secure  the  comple- 
tion of  the  entire  road  by  the  winter  of  the  coming 
year.  When  completed,  the  distance  to  Xenia  will 
be  about  twelve  miles  less  than  by  the  Little  Mia- 
mi road,  or  to  Delaware  about  28  miles  less  than 
by  the  latter  route  in  connection  with  the  Colum- 
bus and  Cleveland  road.  The  whole  length  will  be 
about  112  miles,  with  favorable  grades  and  curves. 
Its  subscribed  and  pledged  means  are  considered 
ample  for  its  construction.  It  is  the  intention  to 
extend  it  to  Cleveland,  and  arrangements  are  par- 
tially completed  for  so  doing.  It  is  supposed  to 
be  tributary  to  the  Dayton  Short  line ;  should  how- 
ever, arrangements  not  be  made  with  that  compa- 
ny, it  will  enter  the  western  part  of  the  city,  via 
the  valley  of  Mill  Creek,  and  connect  directly  with 
the  Ohio  and  Mississippi  road.  The  total  cost,  if 
it  enters  Cincinnati  on  an  independent  line,  inclu- 
ding depots,  building  stock,  real  estate,  discount 
and  interest,  etc.,  will  not  be  far  from  $3,000,000. 

"3d.  Is  the  Cincinnati  and  Fort  Wayne  railroad 
which  will  pass  through  Hamilton,  Boss ville.  Dun- 
town,  Oxford,  Fair  Haven,  Richmond,  Newport, 
Winchester,  Camden  and  Bluffbon,  to  Fort  Wayne, 
Indiana, — total  length,  one  hundred  and  forty-nine 
miles — maxinium  grade,  39  6-10  feet — minunum 
radius  of  curvature  1910  feet.  It  will  be  a  supe- 
rior road,  of  cheap  and  easy  construction  with  the 
exception  of  20  miles,  and  can  be  worked  rapidly 
and  economically,  by  being  unusually  straight  with 
but  a  moderate  amount  of  maximum  grade.  Al- 
though operating  under  three  charters,  yet  it  is 
one  interest  and  under  one  control.  It  was  recently 
let  to  a  heavy  capitalist  to  be  completed  within  2 
years— for  the  sum  of  $4,500,000.  The  terms  of 
the  contract  require  itto  be  constructed  and  equip- 
ped in  the  most  ample  manner,  with  the  best  of 
machinery,  station  houses,  and  other  convenien- 
ces, etc.,  necessary  lo  make  it  a  complete  and  per- 
fect railroad,  equal  in  every  respect  to  the  best 
roads  in  the  U.  States. 

"About  all  the  means  required  by  this  road,  to 
meet  the  terms  of  the  contrcat,  have  been  procur- 
ed ;  consequently,  there  is  nothing  to  prevent  its 
certain  and  early  completion.  This  road  was  ori- 
ginally intended  to  reach  Cincinnati  over  the  seo- 
tioQ  of  the  Dayton  Short  Line,  lying  south  of  Sha- 
ron— but  no  arrangement  with  that  company  has 
been  made,  and  it  is  possible  that  it  will  be  built 
into  the  city  on  an  independent  line,  via,  the  val- 
ley of  Mill  Creek,  should  not  an  arrangement  be 
made  with  the  Cincinnati,  Hamilton  and  Dayton 
Company  to  build  along  side  of  their  track  south 
of  Hamilton. 

"  From  Fort  Wayne  south  to  Winchester,  for  61 
miles,  the  road  is  expected  to  be  finished  and  in 
oiMiration  by  the  1st  of  July  of  next  year — and 
from  thence  to  the  city   by  the  fall  of  the  year 


following.  The  Company  intend  at  the  earliest 
day,  to  extend  the  line  northerly,  to  the  Central 
Michigan  road,  if  not  to  the  Mackinaw  Straits — 
consequently,  this  road  will  be  a  fruitful  tributary 
to  the  business  of  Cincinnati,  as  it  will  be  a  long 
line,  passing  through  a  country  susceptible  of  the 
highest  cultivation,  and  through  ita  connections 
with  the  Central  Indiana  at  Richmond,  the  Indi- 
ana and  Bellefountaine  at  Winchester,  the  Wa- 
bash Valley,  Ohio  and  Indiana,  and  Fort  Wayne 
and  Chicago  Railroads  at  Fort  Wayne,  and  the 
Northern  Indiana  and  Central  Michigan  Railroads, 
receive  an  auxilary  traffic  not  surpassed  by  any 
road  in  the  west ;  and  through  it  and  tributaries 
will  be  distribu;«d  a  larger  amount  tof  the  Gro- 
ceries and  Merchandise  of  Cincinnati,  as  well  as 
be  poured  into  Cincinnati  a  larger  amount  of  pro- 
duce, than  over  any  other  road  radiating  there- 
from. 

"4th.  The  Fort  Wayne,  Lacon  and  Plait  River 
Valley  Railroad,  which  extends  from  Fort  Wayne, 
Indiana,  on  nearly  a  due  west  line  through  Lacon 
on  the  Illinois  river.  New  Boston  on  the  Missis- 
sippi river,  to  Council  Bluff  at  mouth  of  Piatt  on 
the  Missouri  river,  for  a  distance  of  about  five 
hundred  and  sixty  miles.  About  two  and  a  half 
millions  of  dollars  is  subscribed,  or  pledged  to- 
wards its  construction,  and  it  is  exi>ected  to  be 
[mt  under  contract  this  fall — and  with  its  exten- 
hion  due  east  into  Pensylvania,  with  a  branch  to 
Ruffalo,  is  destined  at  no  distant  day  to  take  a 
position  among  Railroads  second  to  none  in  the 
country,  and  will  j)rove  a  powerful  auxilary  to  the 
Cincinnati  and  Fort  Wayne  Road,  and  those  hav- 
ing connections  with   it." 


The  Hvrtltern    Roate  to  the    Pacific— 
Itetter  from  Gpv.  SteTcns. 

The  following  letter  from  Major  Stevens  of  the 
exploring  party  which  is  surveying  the  Northern 
Pacific  route,  under  the  instructions  of  the  gov- 
ernment, from  Rainy  Lake  to  Puget  Sound,  will 
be  read  with  interest.  It  will  be  seen  that  Gov. 
Stevens  is  highly  pleased  with  the  country  over 
which  he  has  passed,  and  is  sanguine  of  being  able 
to  find  an  expeditious  route  through  the  mountains. 

Fort   Union ,  Motdk  of  the  Yellow  ) 
Stone,  Aug.  7,  1863.  ) 

Messrs.  Editors — Our  express  to  the  settlements 
will  leave  here,  via  the  Missouri,  to  St.  Louis  in  a 
day  or  two,  and  I  avail  myself  of  the  opportunity 
to  write  to  you.  We  are  now  over  what  I  regard 
as  the  most  troublesome  half  of  our  route,  about 
twenty-five  days  march  east  of  the  Rocky  moun- 
tains, and  in  excellent  condition  to  accomplish  the 
labors  of  the  survey. 

From  this  point  the  command  will  proceed  to 
Fort  Benton  in  two  parties.  One  carrying  the  sup- 
plies fo'"  the  route  west  of  that  place,  will  take  the 
route  usually  travelled  and  known  as  the  Milk 
River  route,  under  my  own  personal  direction 
with  Lieut.  Grover,  a  most  otiicient  officer,  who 
has  rendered  valuable  service  in  the  work  in 
charge  of  scientific  details.  The  other  with  the 
chief  scientific  force,  will,  under  Lieut.  Donelson, 
pursue  a  route  some  flfly  miles  to  the  northward, 
in  which  the  most  prominent  landmark  is  Cyprus 
Mountain,  the  source  of  streams  flowing  into  both 
the  Saskatchewan  and  Missouri  rivers,  and  said 
to  be  a  favorite  resort  of  the  Blackfeet  Indians  on 
account  of  the  loveliness  of  its  features  and  scene- 
ry. By  small,  strong  detached  parties,  reconnoi- 
sances  will  be  extended  to  both  sides  of  the  line 
taking  in  a  wide  breadth  of  country.  Both  trains 
will  reach  Fort  Benton  by  the  3d  or  4th  of  Septem- 
ber. 

I  am  able  to  report  at  this  point  that  thus  far 
our  labors  have  been  attended  with  the  most  s  \t- 
isfactory  results,  fully  reaching  the  most  sanguine 
expectations. 

The  p.-irty  who  came  from  the  head  waters  of 
the  Mississippi  have  made  a  thorough  explora- 
tion of  the  valley  of  the  Shyame  river,  the  tribu- 
taries of  the  river  Jacques,  the  Mouse  river  valley 
and  the  Grand  Coteau  de  Missouri.     To  this  is 


added  the  survey  of  the  country  north  of  the  Mis- 
souri to  the  Porcupine  river,  as  high  as  the  49tb 
parallel.  Lieut.  Donelson,  who  had  charge  of  » 
small  party  who  came  up  the  Missouri,  has  made 
an  admirable  survey  of  that  river,  and  has  collect- 
ed sufficient  data  to  enable  him. to  make  an  ela- 
borate and  interesting  report  on  jts  navigability. 

My  command  now  arc  in  an  admirable  condi- 
tion— a  body  of  men  to  whom  I  have  become  at- 
tached, and  who  are  now  assigned  to  their  appro- 
priate fields  of  labor.  It  took  much  time,  and  was 
a  matter  of  much  stndy  to  learn  bow  to  make  the 
best  use  of  the  'materiel"  of  the  party  to  secure 
the  greatest  amount  of  usefulness,  and  at  the  same 
time  to  be  agreeable  to  each  individual.  That 
problem  is  now  solved.  Another  difficulty  existed 
in  the  state  of  the  animals  at  our  early  start. 
Those  which  had  been  collected  were  a  fine  oody 
of  animals  in  appearance,  healthy  looking  and 
strong,  but  mostly  only  three  or  four  years  of  age. 
Thefirst  160  miles  wiere  required  ^n  breaking  them 
and  at  the  end  of  that  time  they  were  wounded, 
galled  and  sore.  At  Pike  Lake,  •about  170  miles 
from  St.  Pauls,  which  we  left  on  the  26th  of  June, 
36  were  entirely  unserviceable.  -With  this  incum- 
brance, the  balance  more  or  less  ailing,  grass  fed, 
we  have  worked  our  way  along,  patientlv  looking 
after  our  sore  animals,  and  regulating  our  marches 
80  as  to  spare  the  others.  It  is  my  pleasant  pride 
to  be  able  to  write  tliat  we  reached  this  post  (a 
distance  of  over  725  miles  in  the  direct  line  by  o-, 
dometer  measurement)  on  the  morning  of  the  first 
(Lugust,  with  only  txco  mules  unfit  for  service,  and 
all  fat  and  in  food  condition.  In  that  march  «re 
have  had  some  very  severe  sloufhs  to  cross — riv- 
ers have  had  to  be  forded — coulee,  so  wearing  on 
the  animals  have  presented  thendselves — and  our 
general  march  has  been  a  continued  ascent,  we  be- 
ing now  by  barometrical  measurement  some  elev- 
en or  twelve  hundred  feet  abovie  Fort  Snelling. 
Two  rivers,  the  Wild  Rio  and  Shyconne,had  to  bo 
bridged,  some  12  or  15  days  wene  occupied  in  de- 
lays, and  yet  we  have  accompliseed  the  labors  al- 
luded to,  together  with  a  great  mass  of  side  work, 
to  which  only  the  space  allotted  to  an  elaborate  re- 
port can  refer. 

From  the  7  th  of  July  up  to  this  point  we  have 
daily  met  with  Buffalo,  and  (mr  hunters  have  am- 
ply supplied  us  with  fresh  meat  equal  in  all  res- 
pects to  the  "show  beef  of  the  eiaslern  cities  In 
most  instances  the  wagons  have  not  been  obliged 
to  go  half  a  mile  out  of  the  way  to  pack  it.  It 
seemed  as  though  they  had  but  to  step  out  into  the 
big  drove  yard  before  us,  single  «^ut  the  animal  do- 
signed  for  the  sacrifice,  and  in  less  than  an  hour 
the  choice  pieces  were  in  our  wagons.  I  had  heaid 
much  of  the  immensity  of  these  herds  of  living 
flesh  which  roam  over  these  plains.  Till  I  saw 
them  I  could  not  realize  the  sceoe.  Never  will  I 
forget  the  sight  on  Sunday,  the  10th  July.  We 
had  moved  forward  some  ten  mjles,  designing  to 
encamp  on  Lake  Jessie — the  timber  bordering 
which  was  in  sight.  We  ascended  a  high  hill,  be- 
fore us  and  on  all  sides,  were  the  countless  herds, 
moving  like  the  undulations  of-the  sea.  Every 
square  mile  seemed  to  have  a  different  herd  upon 
it — and  this  continued  as  far  as  we  could  sec.  Be- 
tween us  and  our  intended  camping  place — to  use 
a  figurative  expression — it  looked_as  though  we 
should  have  to  cut  our  way  through.  Drawing 
the  train  up  at  our  usual  mid-day  halt,  I  des- 
patched our  six  hunters  finely  mounted  on  their 
buffalo  charger?,— horses  reserved  especially  for 
that  purpose, — and  moving  off  ea|sily  till  near  the 
herds,  dashed  in  amongst  them,  rpd<- around  them, 
separated  the  fattest  cows,  and  shot  after  shot  did 
their  execution.  In  little  more  than  an  hour  our 
wagons  were  loaded  with  the  choice  pieces  of  fine 
buffalo  cows — and  all  bad  the  oplwrlunity  of  wit- 
nessing a  "buffalo  hunt.''  j  | 

We  met  here  on  the  prairies  tqe  trading  party 
from  Pembina,  on  their  annual  Jiip  to  St.  Paul, 
with  their  furs,  meat,  penimicap,  eu\  We  also 
met  the  two  Red  River  hunting  parties,  one  num- 
bering some  1300  persons  from  the  American  set- 
tlements near  Pembina— the  other  from  the  Brit- 
ish settlements  near  Selkirk,  consisting  of  over  2^ 


l.Vt.^.  .^-  1  -. 
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000.  The  brief  space  allotted  to  roe  in  this  sheet 
will  not  permit  a  lengthier  notice.  I  would  only 
say  that  sufficient  data  and  information  are  col- 
lectt  d  to  make  a  long  report.  I  subsequently  met 
and  had  a  very  interesting  "talk"  with  a  large  en- 
campment of  Assiniboniu  Indians,  numberingsome 
140  lodges.  We  spent  the  larger  portion  of  a  day 
in  their  camp — collected  much  valuable  informa- 
tion as  to  their  modes  of  life,  traditions,  locality, 
etc.,  which  I  shall  give  a  place  in  the  report  of  the 
expedition. 

We  shall  leave  Fort  Benton  by  mid-September, 
fVom  which  point  we  will  have  another  opportuni- 
ty to  communicate  with  the  states  before  crossing 
the  mountains.  I  may  at  that  time  embrace  ano- 
ther opportunity  to  send  you  a  few  lines. 

I  am,  very  truly,  etc. 
Isaac  J.  Stevens. 


American   Railroad  Journal. 


Satardayt  September  17,  1853. 


Port  WTayue  mid  C'liicago  Railroad. 

Wo  give  in  another  column  the  exhibit  of  this 
company,  which  sets  out   with  sufficient  distinct- 
ness its  condition  and  objects.     It  is  the  last  link 
in  the  great  Central  chain  stretching  from  Phila- 
delphia through  Central  Ohio  and  Northern  Indi- 
ana to  Chicoiro.     All  the  others  are  completed,  or 
nearly  so,  and  all  stand  high  in  i>ublic  estimation. 
All  the  links  aro  complements  of  one  line,  and  we 
see  no  reason  why  the  above  should  not  ])rove 
equally  profitable  with  the  others,     t'ucli  is   our 
conviction.     It  traverses  an    excellent    section  of 
country,  in  the  convenient  direction  for   both  the 
through  and  loraJ  trade,  and  upon  a  route  remark- 
able for  its  cheapness  and  direetness.    For  Central 
Ohio  it  must  form  by  far  the  shortest  route  to  Chi- 1 
cagOy  and  nearly  as  short  as  any   other  between  i 
that  city  and  Cleveland.     The  management  of  the  ! 
company  is  in   good  hands.     The   work  of  con-  ; 
Htruction  is  progressing  rapidly,   and  will  be  car-  ' 
ried  forward  with  great  dispatch.     We  believe  the  : 
bonds  oflered  to  h&fini  class  western  securities.      ( 

lioulSTille  and  IVutltvllle  Railroad. 

This  road  the  main  stem  of  which  extends  fruni 
Louisville  to  Nashville,  a  distance  of  \M  miles,  is 
making  very   rapid    and    satisfactory    progress,  j 
The  means  of  the  company  appear  to  be   ample.  | 
The  Stock  subscriptions  amount  to  $4,085,000  as  j 
follows  : —  i 

City  of  Louisville ?iil ,(K)0,(K)0  ! 

County  of  Hardin 300,000  \ 

"    Hart 100,000 

"    Warren 300,000  ! 

'•    Logan 300,0001 

"    Simpson ; 100,00o  ■ 

"    Sumner 300,000  i 
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Davidson. 


300.000 


Total  corporate  subscription $2,700,000 

Individual    subscription 960,000 

Interest  on  subscription  applicable   to 

construction 436,000 


To  be  raised  on  sale  of  Bonds . 


S4,086,000 
2,800,000 


ToUl 86,885,000 

The  work  of  construction  was  commenced  Jan. 
1863.  By  the  terms  of  the  contract,  30  miles 
are  to  be  opened  by  the  1st  of  Jan.  1854,  and  the 
whole  line  by  the  1st  of  Nov.  1855.  The  iron  for 
the  whole  Ihie  has  been  purchased,  and  is  to  be  of 
American  Manufacture.  We  learn  that  the  cam- 
pound,  or  Winsloic,  rail,  is  to  be  u&ed.    An  ample 


Atlantic  and  St.  Lawrence .  . .  Maine, 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. 

Rutland 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  ALvsachusetts . .  " 

Worcester  and  Naishua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester. . .  " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford.  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  PalnuT  " 

New  York  and  New  Haven ...  '• 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Won-est^T " 

Buffalo  and  New  York  City. .  N.  Y. 

Buflalo,  Cornins:  and  N.  York.  " 

Buffalo  and  .State  Line " 

Canandaig\ia  and  Niag-ara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna '•' 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal ....  " 

Rensselaer  and  Saratoga...,  " 

Rutland  and  Washington " 

Saratoga  and  Washington. .  . .  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East 

Harrisburgli  and  Lancaster. . .  " 

Philadelphia  and  Reading. ...  " 

PbUad,,  WiliuiD«:ton  and  Bait.  " 
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160 
65 
72 
61 
20 
93 
35 
54 
82 
24 
16 
47 
26 
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120 
117 
47 
61 
24 
28 
83 
63 
69 
28 
62 
75 
42 
66 
20 
26 
46 
12 
77 
45 
156 
60 
40 
45 
62 
110 
50 
66 
61 
62 
65 
54 
91 
132 
69 
60 
47 
36 
464 
144 
130 
95 
604 
118 
36 
23 
25 
60 
41 
32 
39 
96 
65 
45 
31 
63 
56 
20 
36 
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98 
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1,538,100! 

809,8781 

87G,i41 
1,355,500 

285,747 
1,649,278, 
1,485,0001 
2,078,6251 
3,016,6341 

717,643; 

600,000 


2,978,7001  6,160,278 

1,016,500|  2,064,468 

800,000|  2,180,000 

123,884:  1,459,384 


341,100 
622,200 
none. 
720,900 


none. 


713.605 
2,640,217 
1,486,000 
3,002,094 


651,214 
1,400,000 

673,600 
1,746,516 
6,577,467 


1,097,600!  660,000 
2,486,000!  2,429,100 
8,500,000'  3,500,0001 12,000,000 

1,50<J,000 1,600,000 

892,000;   700,000 


1,830,000 
4,076,974 
3,160,390 
1,500,000 

421,296 
1,591,100 
2,850,000 
1 ,050,000 
3,540,000 

500,000 

547,015. 
1,964,070! 

250,000! 
2,140,536 
1,134,000; 


150,000 
390,000 
426,000 
171,800 
193,500 
500,000 
none. 
112,306 
none. 
819,743 
282,300 
none. 
1,001,600 
171,210, 


1,996,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,060,000 
3,623,073 

520,476 
1,246,927 
2,293,534 

307,136 
3,203,333 
1,321,945 
9,953,769 


5,150,0001  6,319,520] 

i,45V,66b  ' "  300,666!  1,731,498 


3,000,000j  472,000! 


5.58,861 
3,000,000| 

926,000! 

750,6001 
2,121,110 

900,000j 


800,000' 
1,641,000 
440,000i 
650,0001 
701,600| 
1,550,000! 


2,600,000 

In  progres 

1,511,111 

4,978,487 


1,380,610 

2,596,488 

2,550,500 

In  progres 

879,636!      872,000i  1,921,270 

j 'In  progres 

425,509|  682,4001  987,627 
687,0001  400,000  1,070,786 
9,612.995'24,003,866  31,301,806 
3.740,515i  7,046,39510,527,664 
4,725,250,  977,463;  6,102,935 
1,875.1481  616,246]  2,446,391 
22,868,6001  2,111,824 
1,679.969'  2,969,760 


rt 


254,743 
140,561 
133,338 
208,669 
23,946 
150,538 
305,805 
287,768 
828,782 


132,646 


496,397 


Leased  to 
Recently 


388,108 
669,001 
469,656 
768.819 

60,743 
229,004 
488,793 
229,445 
674,674 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1,339,873 
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113,620 
80,053 


11,266; 

79,669' 
141,836! 

55,266 
163,076 


none 
none 
none 

6 
none 
none 

8 

6 

6 
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86 
86 
46 

100 
40 
25 

108 
48 
6di 
90 


61,613  8  "109 

none!". 

{none 


none 

266,539  none 


the  Vt.  Ci 
opened,  none 


20 
40 
30 
14» 
ent.  ilOl 


253,690 


600,408 
329,041 
69,629 
114,410 
806,713 


130,881 
338,216, 
227,434; 
331,296! 

30,066, 

72,028! 
241,017 

99,589! 
232,787! 

43,950! 

23,415 
101,510 

24,3991 

18,648! 

66,900j 
683,1941 


none 

7^'  96 
,  7  "106 
,6     j  86J 
I  7     tlOl 

5  66 

7>^l  92 
8     1104  J 

6  97 

7K:117 
none   60 


none 

8 
none 

*H 

6K 


94 

ii 

69i 
98i 
68 


139,514!  6     I-... 

10     j.... 

:none!l26 


332,223 
168,902 


none{ 
none! 


428,173,  7 


104 


Recently  opened.   I  none   46 

267 ,661 1    116,965;  4}4    66 

Recently  lopened.    none;  86 

i none!  65 

Recently  iopened.   | jl80 


76,760 
74,241 


39,360 
23,496 


3,537,766jl,691,623 

1,063,6591    338,783 

681,445!    324,494, 

205,068!      44,070| 


6,133,834    480,137!    196,847! 

350,000j      201,500!      607,803      90,616|      43,6091 

174,042'      131,000;      349,775  Recentlv  opened. 

610,000         25,000       774,495     213,078!      96,737 

850,000      400,000,  1,250,000  Recently  iopened. 

899,800!      940,0001  1,832,945     173,545|    135,017 

237,690i      100,000i      329,577  Recently  'opened. 

430,9361      700,000!  1,043,367  Recently  iopened. 
1,011,940:      650,000    1,693,711     226,1521    116,706 

1,500,000' I  4,327,4^"^  1,<^88,385  478,413 

1,022,4201   128,000;  1,220,.326|  149,941   79,262 
2,197,840   476,000  3,245,720,  603,942  316,259 

986,106i  1,600,000  2,379,880!  260,899  124,740 
1,184,600|   13,000  1,265,1431  118,617   76,890 

600,000 760,000'Recently  opened. 

783,960'  688,051  1,609,494  2<K),249  106,932 
6,666,332 10,427,800 17,141,987  2,480.6261,261 ,987 
8,860.00(^  2,403.270(  6,818,a8»'  <W7  7.<5a'  888,601 


none]  68 
none  •••• 
7  j  81 
none  71 
6  I  66 
nonel  32f 
114 
82 


none 
4 
none' . 


70 


none 


nope 
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33 
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148 


125 
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!  84 
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9,188,300 
1,660,000 


l,372,a24 
686.000 
1,000,000 
1,328,722 
1,400,100 
3,000,000 
180,000 
1,338,878 


Ky. 


Ohio. 


191 

211 

101 

71 

60 

66 

93 

33 

88 

60 

80 

126 

29 
66 


3,100,000 
4,000,000 
1,214,283 


686,887 


776,259 
879,868 
688,611 


835,000 
2,093,814 
1,430,160 

367,218 


Pennsylvauia  Central Penn.  250  9,768,166 

Philadelphia  and  Trenton ....  "        30  I 

Pennsylvania  Coal  Co "     j  47 

Baltimore  and  Ohio Md.    381 

Washington  branch "       38 

Baltimore  and  Susquehanna..  "       57 

Alexandria  and  Orange Va.     66 

Manassas  Gap "     j  27 

Petersburgh "       64 

Richmond  and  Danville "       73 

Richmond  and  Petersburgh..  "     i  22 

Rich.,  Fred,  and  Potomac "     j  76 

South  Side "     j  62 

Virginia  Central "     [107 

Virginia  and  Tennessee "     I  60 

Winchester  and  Potomac "     }  32 

Wilmington  and  Raleigh N  .Cjiei 

Charlotte  and  South  Carolina.  S.  C.  110 

GreenviUe  and  Columbia "     il40  ,1,004,231 

South  Carolina "     i242  ,3,858,840 

Wilmington  and  Manchester.  "     |. 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomei-y  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga.  . 

Covington  juid  Lexington 

Frankfort  and  Lexington 

Louisville  and  FraiJifort 

Maysville  and  Lexington 

Cleveland  and  Pittsburgh . . . 

Cleveland,  Painesv.  and  Ash..  ' 

Cleveland  and  Columbus ' 

Columbus,  Piqua  and  Indiana.  ' 

Columbus  and  Lake  Erie ' 

Cincinnati.,  Ham.  and  Dayton  ' 

Cincinnati  and  Marietta "     i 

Dayton  and  Western "     I  40 

Dayton  and  Michigan "     I  20 

Eaton  and  Hamilton "     i  36 

Greenville  and  Miami "     j  31 

Hillsboro "        37 

Little  Miami "       84 

Mansfield  and  Sandusky "      .... 

Mad  River  and  Lake  Erie.. .  "     167 

Ohio  Central "     I  57 

Ohio  and  Mississippi "       

Ohio  and  Pennsylvania "     .187 

Ohio  and  Indiana "     ].... 

Scioto  and  Hocking  Valley ...  "     i . . . . 

Toledo,  Norwalk  and  Clevel'd  "     !  87 

Xenia  and  Columbus "     |  54 

Evansville  and  Illinois Ind.  i  31 

Indiana  Central "     ; 

Indiana  Northern "     |131 

Indianapolis  and  Bellefontaine  "     j  83 

Lawrenceburg  and  Ind "     1 

Lafayette  and  Indianapolis .. .  "     I  62 

Madison  and  Indianapolis ....  "       88 

Peru  and  Indianapolis "       40 

Terre  Haute  and  Indianapolis  "        72 

Rock  Island  and  Chicago "    

Chicago  and  Mississippi "      113 

Illinois  Central 111.  

Galena  and  Chicago "       92 


e« 
O 
hi 

o 


S 
'3 


3 


a:* 


6,000,000 


9,827,123 


13,600,0001,943,827 


19,642,307 
1,650,000 


In  prog. 
In  prog. 


200,000 


100 
i  71 
136 
46 
61 
■  60 


1,239,460 
3,"027',66b 


1,694,000 
'  310,66b 


503,006 
800,000 
446,036 

1,600,000 
120,000 

1,134,698 


1,825,663 
348,622 
413,673 


In  prog. 
1,100,000 
1,531,238 

In  prog. 

In  prog. 

In  prog. 

416,532 
2,966,574 
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617,626 


615,384 
216,237 
152,536 


122,861 

254,370 


98 


110! 
61 


176,486 


300,000 
3,000,000 


306,187 

1,214 

168,000 


In  prog. 

7,002,396 
In  prog. 

3,378,132 


160,000 
400,666 


641,000 

850,000 

1,100,000 


1,371,000 
"  408,266 


In  prog. 
2,963,756 


906,000 
650'666 


2,370,784 

900,000 

2,387,200 


562,000 
1,092,137 


Michigan  Southern Mich.  815 


1,760,700 


1,000,000 
1,767,000 


2,450,000 


800,000 
119,500 


1,596,283 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
684,902 


3,655,000 
2,000,000 


89,776 
610,038 


1,000,71: 


945,508 
934,424 
296,58-1 


129,395 


173,542 


87,421 


194,429 
"777,793 


321,793 


2,600,000 
In  prog. 

925,000  Recently 
In  prog. 


In  prog. 
2,634,157 
1,856,000 
4,110,148 

In  prog. 


526,746 
540,518 


74,113 
113,256 


iione 
7 


74,902 


153,898 


609,711 


508,625 
466,468 
163.697 


105 


none 

Done 

12 

6 


8 

1% 


71,636 


76,079 


44,250 


123,306j  6 


483,464112 


200,967. 
opened. 


In  prog. 


Recently 


l,317,140iRecent1y 
1,267,714 1    237,606 
In  prog.      


314,670 
113,401 


10 


equipment  has  also  been  contracted  for  and  is 
already  in  progress  of  construction  at  Louisville. 
The  contractors  are  Morton,  Seymour  and  Co. 

The  road  is  to  cost  about  36,000  per  mile.  Ample, 
means  are  provided  for  the  whole  line.     The  route 
is  one  of  first  importance,  and  the   road  will   be 
the  leading  connecting  link  between  our  Western 
and  Southern    systems  of    Railroad,    LouisriUe 
being  a  great  point  of  concentration    of  one,   and 
Nashville  of  the  other.     The  road  too,  traverse*  a 
region  unsurpassed  for  fertility  of  soil  and  extent 
of  productions,  and  capable  of  furnishing  a  lucra* 
tive  support  to  the  above  road,  to  say  nothing  of 
its  through  business.     The  above  is  one  of  oar 
first  class*  projects,  and  we  are   happy  to  present 
such  a  favorable  statement  of  the  condition  of  iUt 
afiairs. 
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i  Recently  ■  opened. 


In  prog. 


;Recently  lopened. 
2,400,000)   616,414     268,076;  10 
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St«elc  and  Honey  Market. 

There  is  but  little  alteration  to  note  in  H'alt 
street  since  our  last  issue.  Money  continues  iu 
active  demand  without  much  change  in  tlie  rates. 
There  is  but  little  doing  in  securities  of  new  works. 
The  market  for  these  does  not  improve  with  the 
advance  of  the  season  as  was  anticipated.  The 
domestic  means  of  our  i)eople  are  too  actively  em- 
ployed in  ordinary  transactions  to  allow  any  con- 
siderable portion  of  them  to  go  into  railroads,  aa 
formerly.  Indications  are  that  money  must  cen- 
tinue  in  active  demand  during  jlhc  fall. 

There  is  but  little  change  in  the  condition  of 
the  stock  market.  There  is  however  a  strong  spec- 
ulative movement  in  Eric,  which  extends  to  some 
other  fancies.  We  presume  the  large  holders  of 
Erie  are  getting  tired  of  ther  burdens,  and  are 
seeking  to  throw  them  upon  other  shoulders. 
There  is  evidently  nothing  in  tihe  prospects  of  the 
road,  nor  in  the  money  market,  tojnstiiy  the  large 
advance  that  has  taken  place,  and  it  is  due  we 
presume,  xis  before  stated,  to  the  spasmodic  efforts 
of  a  few  large  holders. 

The  following  is  the  bank  statement  for  the 
week  ending,  Sept.  10 :  1 

Sept  3.        Sept.  10.        Increase. 

Loans S91,761,336  S91,108,387  *$642,998 

Specie 11,267,687       11,380.601       113,004 

Circulation  . .     9,664,094         9,686,336        32,242 
Deposits 57,202,876       .57,546,164       342,722 


♦Decrease.         |  f 

The  following  Table  will  shoW  the  earnings  of  a 
number  of  R.iilroads  for  August. 

Earnings  for  Aug.  1863  Do.  1852. 

Michigan  Central SiI47,763  $88,360 

Norwich  and  Worcester.  . .      ;}2,f.32  27,517 

Mad  River 6|7,312  39,923 

Macon  and  Western 20,66.3  16,440 

Hartford  and  New  Haven.     6|9,286  58,029 

Madison  and  Indianapolis.     ^,700  22,600 

New  York  and  Naw  Haven.     82,686  72,009 

Saratoga  and  Washington .      23,724  18,536 

Pennsylvania 2.36.49;J  1 49,^*66 

Cleveland  and  Pittsburgh.     36,648  30,862 

New  York  and   Erie...;..  4()!3,683  .313.601 

Hudson  River 130,627  79,456 

Michigan  Sontheni 154,063  94,030 

Cin.  Hamilton  and  Dayton..     4!0,085  25,011 

Little  Miami 88,495  70,102 

Chicago  ar.d  Rock  Island.       44,482  new 

Ohio  and  Pennsylvania.  .     66,930  83,946 

The  receipts  of  tlie  Norwich  and  Worcester  rail- 
road lor  August  were J S27,283  f»6 

Same  time  1852.. i..  .; 1 24,693  00 


locreaM. 


•i-'.\. 


"-.Xw^  1*  .. 


.f  2,690  66 
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Corr«spaM<t«BC0  of  the  Rallroait  Jonrnmla 

Dunkirk,  Sept.  8,  1863. 
T  employ  the  few  hours  I  am  detaiDed  here  to 
note  my  observations  up  to  this  point.  I  took  the 
Erie  route.  I  find  this  road  to  be  in  excellent 
condition,  and  the  travel  over  it  large ;  five  long 
and  well  filled  passenger  trains  passing  each  way 
daily.  The  Express  goes  through  in  17  hours,  in- 
cluding all  detentions  at  Jersey  City  and  ferry,  and 
at  Paterson.  This  is  effected  without  change  of 
cars  west  of  Paterson.  The  through  freight  is 
not  large  at  present,  although  on  the  gain,  with 
the  commencement  of  the  fall  business.  The  line 
of  boats  which  formerly  kept  the  Erie  freight 
trains  full,  have  not  been  running  during  the  pre- 
sent season;  and  the  trains  sometimes  go  out 
lightly  loaded,  but  are  amply  filled  before  reach- 
ing Homellsville,  with  lumber  from  the  way  sta- 
tions. Immense  piles  are  now  lying  beside  the 
track,  all  of  which,  prepared  during  the  last  win- 
ter, are  yet  detained  from  market,  from  the  inca- 
pacity of  the  road  to  carry  it.  The  former  low 
tariff  on  freight  has  been  revised,  and  lumber, 
which  has  been  carried  as  low  as  1 '^  cents  per  ton 
per  mile,  has  been  subjected  to  a  higher  charge, 
I  whereby  it  is  not  feared  the  business  of  the  road 
■  will  be  at  all  diminished,  while  the  receipts  will  be 
materially  increased.  The  Erie  <ompany  have 
I  35  powerful  Freight  Locomotives  contracted  for, 
I  which  will  put  them  in  condition  to  do  all  the  bu- 
1  siness  that  offers.  The  western  division  of  the 
road,  which  has  the  lightest  business  of  any,  is 
equipped  with  35  locomotives  as  its  full  comple- 
ment, while  142  is  the  whole  number  employed  on 
the  entire  road. 

Economy  and  its  retrenchments  are  taking  ef- 
fect under  the  new  administration  of  this  compa- 
ny. The  repair  department,  both  upon  tracks  and 
machinery,  has  been  newly  organised  under  a 
:  much  lighter  force.  Of  the  200  men  formerly  cm- 
ployed  in  the  Dunkirk  Engine  Shop,  half  have 
been  dismissed.  The  force  retained  is,  without 
doubt,  amply  sufficient,  being  equal  to  that  em 
ployed  on  most  other  roads,  for  the  same  extent  of 
line  and  motive  power. 

The  Dunkirk  Engine  Shop  of  the  Erie  company 
is  the  finest  establishment  of  the  kind  in  the  Uni- 
ted States.  The  shops  and  engine  house  occupy 
a  recUngle  of  300  by  150  ft.,  housing  21  locomd- 
tives,  and  giving  room  for  repairing  for  all  possi- 
ble exigencies.  The  tools  employed  at  this  shop 
are  wholly  from  the  works  of  Gay,  Silver  &  Co,  ol 
North  Chelmsford,  Mass.,  tool  makers  of  deserv- 
edly high  repute.  The  stationary  engine,  of  50 
horse  power,  is  from  the  Novelty  Iron  Works  of 
New  York.  The  shop  is  under  the  management 
of  Mr.  Albert  Griswold..  formerly  of  the  Boston 
and  Lowell  railroad. 

i  The  Buffalo  and  State  Line  road,  which  inter- 
kects  the  Erie  road  at  this  place,  appears  to  be  do- 
ing a  large  passenger  business.  Four  passenger 
trains  are  run  each  way  daily.  This  company  are 
having  ;i  large  addition  of  locomotives  built  at 
Paterson,  a  fact  indicative  of  an  increasing  trafiic. 
All  of  these  engines  will  be  of  large  capacity  and 
superior  construction. 

Three  eastern  built  engines,  destined  for  the 
west,  arrived  here  to-day.  One  from  Souther  & 
Co.,  of  Boston,  for  the  Ohio  and  Indiana  road;  one 
from  .Seth  Wilmarth,  of  Boston,  for  the  Oljio  and 
Pennsylvania  road :  and  an  engine  fVom  William 
Swinburne,  of  Paterson.      The  two  former  en- 


gines, being  for  a  gauge  of  4  ft.  10  in.,  had  to  be 
mounted  on  trucks  over  the  Central  line  of  roads, 
whereby  the  expense  of  carriage  is  considerably 
increased.  These  engines  had  been  seven  days  on 
their  way  from  Boston,  (a  distance  of  670  miles), 
which  is  considered  "  good  time."  -       , 

It  appears  quite  singular  to  see  iron  and  copper 
for  the  coDStniotioD  of  engines  ordered  from  the 
west,  from  400  to  700  miles  distant,  and  to  see 
the  same  iron  and  copper  sent  back  agadn,  in  the 
form  of  a  finished  piece  of  machinery.  And  all, 
we  are  told,  because  labor  is  higher  in  the  west 
than  at  the  east.  In  conversation,  yesterday,  with 
one  of  the  oldest  locomotive  builders  in  Paterson, 
I  was  told  that  labor  was  as  high  in  the  great  seat 
of  the  locomotive  manufacture  of  the  United  States 
as  in  Detroit.  Hands  were  scarce  and  difficult  to 
be  bad,  and  that  the  cause  was  mostly  the  active 
competition  which  the  establishment  of  so  many 
shops  in  Paterson  had  already  created.  This  gen- 
tleman, after  an  experience  of  over  20  years  in  the 
business,  and  with  a  years  work  ordered  ahead, 
predicts  a  dull  time  within  a  year  or  two  for  east- 
ern shops,  ile  admits  fully  that,  with  cheaper 
and  better  materials,  cheaper  food  and  fuel,  and 
the  preference  caused  by  a  local  feeling,  the  equip- 
ment of  western  roads  must  ultimately  be  made 
in  the  west.  It  is  rumored,  moreover,  that  Pater- 
son, already  the  seat  of  operations  for  four  loco- 
motive shops,  is  to  have  one  other.  Messrs.  Todd, 
Mackey  cSt  Co.,  cotton  machine  builders,  of  Pat- 
erson, propo.se  commencing  the  manufacture  of 
locomotives  at  an  early  day.  While  upon  this 
subject,  I  will  give  a  statement  furnished  me  by 
by  A.  N.  Gray,  Esq.,  of  Cleveland,  of  the  cost  of 
moving  engines  from  Cleveland  to  Chicago,  viz  : — 
one  engine  of  4  ft.  8>2  in.  gauge. 

Towing  over  Cleveland,  Columbus  and  Cin- 
cinnati road,  24  miles,  and  Toledo,  Nor- 
walk  and  Cleveland  road,  89  miles;  on 

trucks,  113  miles,  at  36  cents $39  55 

Ferriage  over  Maumee  nver 14  00 

Moving  to  and  from  track  and  boat 16  00 

Towing  over  Southern  Michigan  and  North- 
em  Indiana  road  on  its  own  wheels,  243 

miles,  at  25  cents 60  75 

Forwarder's  commission 25  00 

Time  and  expenses  of  Man,  6  days 21  00 

Changing  drivers 6  00 

Freight  on  ponies  back  to  Cleveland 7  00 

Use  of  trucks  and  ponies 5  00 


Total  for  856  miles $190  30 

In  addition  to  the  engines  arriving  here  to-day, 
one  engine  is  already  here,  and  another  on  its  way 
from  Paterson,  both  of  Danforth,  Cooke  &  Co.'s 
manufacture,  destined  for  the  6  ft.  Cincinnati  and 
St.  Louis  road.  Another,  also  a  superb  engine, 
called  the  "  AUas,"  from  Rogers,  Ketchum  & 
Grosvenor's,  is  on  its  way  here  for  the  Buffalo  and 
State  Line  railroad.  The  advent  of  these  iron 
messengers  is  a  forcible  indication  of  western  pro- 
gress. Each  of  these  is  competent  to  do  all  the 
ordinary  carrying  for  a  community  pf  3000  souls. 
To  be  more  plain,  the  average  of  locomotives,  in 
a  State  like  Massachusetts,  is  one  for  every  3000 
persons.  Each  engine  s|K}aks  of  the  completion 
or  existance  of  four  or  live  additional  miles  of  the 
iron  track. 

Brundage,  Lord  &  Seymour,  have  a  shop  in  this 
place,  devoted  to  the  manufacture  of  freight  cars, 
from  which  they  have  forwarded  many  cars  to  the 
Buttalo  and  New  York  City  road,  and  to  roads  in 
the  west  and  in  Canada.  2.  C. 


W^bat's  th«  Matter  f—Panama  Rallroadi 

It  is  well  known  that  some  eighteen  months  since 
it  was  pompously  announced  through  the  public 
prints,  that  the  contract  for  the  completion  of  this 
work  had  been  taken  by  the  redoubtable  George 
Law,  who  had  "given  bonds  to  have  the  road  com- 
pleUd  on  the  first  day  of  August,  1853."  With  the 
work  under  the  charge  of  suck  a  man,  its  rapid 
progress  was  no  longer  a  matter  of  doubt.  Ad  end 
had  come  of  the  vexatious  delays  that  had  been 
experienced.  The  prestige  of  success  which  usu- 
ally followed  Mr.  Law's  undertakings,  had  a  very 
favorable  influence  upon  the  market  value  of  the 
stock ;  so  that  both  the  public,  and  the  parties  im- 
mediately interested  in  the  road  were  in  the  best 
humor  at  the  very  flattering  aspect  of  affairs. 

Well,  the  first  of  August,  1868,  has  come  and 
gone,  and  so  far  from  being  completed,  the  road 
and  everybody  connected  with  it  appear  to  have 
gone  to  sleep.  We  are  not  aware  that  the  road  has 
advanced  one  inch  since  Mr.  Law  took  his  con- 
tract. Whether  any  real  advance  has  been  made 
toward  the  final  completion  of  the  road,  we  are 
still  ignorant.    In  the  mean  time,  there  has  been 

a  decided  movement  in  the stock ;  not  on- 

icard,  but  backward, — the  way  that  the  road  ap- 
pears to  have  been  moving.  Within  a  little  more 
than  six  months,  the  stock  has  fallen  from  146  to 
106 !  It  thus  appears  that  not  only  has  the  road 
made  no  progress,  but  the  stockholders  them- 
selves have  lost  confidence  init.  There  is  evidently 
a  peg  loose  somewhere.  If  with  Mr.  Law's  great 
capital,  capacity  and  energy,  the  road  cannot  be 
made  to  move;  if  under  his  charge,  the  stockhold- 
ers are  backing  out  of  the  concern,  and  if  with 
the  payment  of  16  per  cent  annually,  from  earn- 
ings, the  price  of  the  shares  fall  33  per  cent  in  six 
months,  have  not  the  public  a  right  to  infer  that 
the  "elephant"  is  beginning  to  show  himself  t 

We  have  all  along  insisted  that  the  Panama  has 
been  the  worst  managed  concern  in  this  country. 
We  offended  a  good  many  by  saying  so,  but  even 
such  we  believe  are  beginning  to'find  out  we  were 
right.  The  result  has  more  than  vindicated  all  we 
have  said !  Just  think  of  it !  Here  is  a  1  ittle  piece 
of  road  of  less  than  fifty  miles,  that  could,  under 
proper  management,  have  been  built  in  two  years, 
is  not  yet  half  opened,  thongh  the  company  have 
been  steadily  at  work  at  som^lhiag,  for  four  years. 
By  their  delay,  they  sacrificed  the  very  tking  that 
would  have  given  them  success ;  nay,  a  monopolij 
of  travel  and  transportation  across  the  Isthmus.  < 
Had  they  opened  their  road  with  only  reasonable 
dispatch,  they  would  have  eflectually  bluffed  off 
other  projects  which  have  now  gained  so  strong  a 
footing  as  to  assume  the  position  of  successful  ri- 
vals. There  now  appears  a  strong  probability  that 
the  Nicaragua,  wiU  become  the  favorite  route,  not 
only  for  passengers  but  for  freight,  mails  and  treas- 
ure ;  all  of  which  wtJifA/,  and  should  have  becu 
retained  upon  the  Panama  route,  and  all  of  which, 
with  their  vast  profits,  have  been  sacrificed  to  the 
nw-a/wd^y  of  the  managers  of  this  concern.         „.■_ 

However,  we  are  quite  sure  that  what  has  hap- 
pened is  for  the  good  of  the  public.  The  Panama 
company  have  allowed  rivals  to  grow  up,  wbote 
competition  will  bring  down  charges  to  reasonable 
rates.  The  Panama  line  will  no  longer  enjoy  a 
monopoly,  which  has  been  used  as  a  terrible  in-  . 
strument  of  oppression  to  the  great  mass,  for  the 
benefit  of  the  few.    Already  are  rates  rapidly  fall- 
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inf  upon  both  routes,  with  a  correspond Ing  in- 
crease of  attention  paid  to  the  health  and  comfort 
of  passengers.  This  will  go  on,  till  a  person  may 
go  to  California  at  as  reasonable  a  charge,  and 
with  as  good  accomuiodations  as  are  now  afforded 
in'a  voyage  to  Europe. 

Journal  of  Railroad  La^r. 

RESTRICTIONS   OP   COMMON   CARRIERS'  LIABILITY. 

That  there  is  a  growing  tendency  in  our  Courts 
to  release  as  far  as  may  safely  be  done  the  restric- 
tions to  which  common  carriers  were  subjected  by 
the  ancient  common  law  is  evident.  It  is  true  that 
our  supreme  court  in  Gould  vs  Hill,  (2  Hill,  623,) 
declared  that  a  common  carrier  could  not  limit  his 
responsibility  by  express  contract.  But  in  the 
case  of  Parsons  against  MimUath,  lately  decided 
in  the  Supreme  Court  the  foregoing  decision  was 
reversed  ;  although  it  remains  to  be  known  whe- 
ther the  court  of  Appeals  will  sanction  the  doc- 
trine in  question.  The  goods  delivered  to  the  car- 
rier in  the  last  mentioned  case  were  burned  with- 
out the  fault  of  the  carrier,  and  upon  an  action 
brought  against  him  it  was  shown  that  the  goods 
had  been  receipted  to  the  owner  as  follows  ; 

"Received,  goods,  etc.,  which  I  agree  to  trans- 
port (the  danger  or  the  lakes,  of  fire,  breakages  of 
looking  glasses,  leakage  of  oil  and  acts  of  Provi- 
dence excepted,)  at  the  rate  of  etc. '  And  by  vir- 
tue of  this  receipt  the  carrier  was  held  to  be  dis- 
charged from  liability  in  consequence  of  the  burn- 
ing of  the  said  goods. 

This  decision  accords  with  the  spirit  of  English 
legislation,  and  adjudication  in  respect  to  common 
carriers, — with  the  doctrine  of  the  Supreme  Court 
of  the  United  States, — that  of  Massachusetts,  and 
of  the  Court  of  Common  Pleas,  the  Superior  court 
.see  8  vol.  item  R.  R.  Journal,  p.  707.,  of  our  city. 

Where  the  carrier  undertakes  to  restrict  his  lia- 
bility  by  a  notice,  he  must  show  that  the  notice 
was  brou-;ht  hovte  to  the  knowledge  of  the  person 
to  be  charged  thereby.  In  case  a  special  contract 
is  made  by  acarrierwithowner  of  goods,  the  terms 
of  the  contract  will  of  course  be  presumed  to  have 
been  known  by  the  latter. 

TU£    LIABILITY    OF    RAILROAD    DIRECTORS    AND 
\^;  OFFICERS. 

In  England  two  verdicts  have  lately  been  ren- 
dered by  Coroner's  juries  against  the  Chairmen  of 
Railway  companies  for  manslaughter :  one  against 
Hon.  F.  Scott,  chairman  of  the  South  Western 
Railway  company,  for  running  a  car  over  a  laborer 
on  the  road,  and  another  against  Mr.  Thompson, 
chairman  of  the  York  and  North  Midland  Railway 
company,  in  consequence  of  the  death  of  the  engi- 
neer and  stoker,  caused  by  running  the  engine  of! 
the  track. 

Public  opinion  in  respect  to  the  liabilities  of 
directors  and  other  officers  is  as  yet  very  vague 
and  unsettled,  and  much  further  discussion  of  the 
subject  is  necessary.  And  an  important  aid  in  the 
investigation  of  these  questions  has  been  fumishod 
by  the  late  charge  to  the  grand  jury  of  Yorkshire, 
England,  delivered  by  Justice  Erie.  In  the  course 
of  his  charge,  the  Judge  observed  iu  substance, 
that. 

"If  the  directors  of  the  Railway  Company  have 
knowingly  used  an  unsafe  engine,  .or  prescribed 
some  wrong  regulation  in  regard  to  spee«l  or  other- 
wise, or  if  they  have  knowingly  suflbrcd  the  road 
to  remain  in  a  condition  which  rendered  travel- 
ling unsafe,  and  death  has  thereby  resulted,   you} 


will  find  a  true  bill  against  them.     *        *        * 

If  the  directors  contracted  for  proper  embank- 
ments for  their  road  and  the  contractors  proved 
unfaithful,  and  constructed  bad  ones  which  were 
the  proximate  causes  of  a  fatal  accident,  then  the 
corUractors  are  in  fault  aild  chargeable  with  the 
consequences  of  their  criminal  negligence. 

In  regard  to  the  decayed  sleepers  of  the  road, — 
the  directors  having,  appointed  an  inspector 
whose  duty  it  was  to  supervise  every  portion 
of  the  road,  are  not  liable  for  accidents  resulting 
from  such  decayed  sleepers  if  in  providing  for  the 
examination  of  the  sleepers  due  care  and  caution 
have  been  exercised  by  them. 

Canada    Grand  Trunk    ▼■•    Great  Western 
Railway. 

Considerable  excitement  has  been  occasioned  in 
Canada  West  by  a  proposition  from  the  managers 
and  friends  of  the  Grand  Trunk  line  of  Railway 
to  those  of  the  Great  Western  Railway  to  amal- 
gamate or  consolidate  the  interests  of  the  two 
Roads,  or  certain  portions  of  them;  which  proposi 
tion  it  is  alleged,  was  accompanied  by  a  threat  on 
the  part  of'  the  Grand  Trunk  party  that  in  case  of 
a  refusal  of  the  proposition  by  the  great  West- 
ern Company,  the  Grand  Trunk  Company 
would  extend  an  independent,  competing  line 
parallel  with  the  Great  Western  line  from  Guelph 
C.  W.  to  Port  Samia,  on  the  St.  Clair  River,  over 
which  they  would  carry  passengers  for  nothing. 
The  particular  friends  of  the  Great  Western  line 
as  may  well  be  imagined  didaot  much  relish  this 
attempt  at  appropriation  and  absorption  of  their 
favorite  scheme,  and  the  consequence  was  a  call 
for  a  great  Railway  Meeting  at  Hamilton,  Canada 
West,  the  eastern  terminus  of  the  Great  Western 
line  on  Lake  Ontario.  The  call  was  numerously 
responded  to,  and  the  meeting  presided  over  by 
the  Mayor  passed  the  following  preamble  and  re- 
solutions : 

Whereas  r^orts  have  reached  this  city  from 
various  quarters,  as  mainly  proceeding  from 
gentlemen  connected  with  the  Grand  Trunk  Rail- 
way, that  measures  are  in  contemplation  by  the 
Directors  and  others  aiding  that  enterprise,  to  en 
deavor  to  absorb  the  Great  Western  Railway 
Company  into  the  Grand  Trunk  scheme. 

And  whereas  any  such  amalgamation  could  not 
fail  to  operate  most  injuriously  to  the  Stockhold- 
ers of  the  Great  Western  Railway,  by  joining  their 
road  to  a  larger  and  much  less  profitable  enterprise 
and  placing  it  under  the  control  of  parties  whose  in- 
terest it  would  be  to  force  the  trade  of  the  United 
States  to  the  east  and  west  of  us,  over  a  more 
northern,  much  longer,  and  less  convenient  route, 
and  thereby  in  all  probability  forcing  such  travel 
andtrafiic  round  by  the  south  shore  of  Lake  Erie, 
thus  turning  off  from  this  Province  and  the  waters 
of  Lake  Ontario  and  the  St.  Lawrence,  the  busi- 
ness that  rightfully  and  fairly  belongs  to  them, — 
be  it  therefore 

Rcsulverl. — That  in  the  opinion  of  this  meeting, 
the  Stockholders  and  Directors  of  the  Great 
Western  Railway  Company  will  best  consult  the 
interests  of  this  Province  as  well  as  their  own  self- 
evident  advantage  by  declining  to  enter  into  any 
amalgamation  with  the  Grand  Trunk  Railway,  and 
resolutely  maintaining  their  own   independence. 

"  That  in  the  opinion  of  this  meeting,  the  route 
of  the  Great  western  Railroad  is  so  far  superior  to 
any  other  projected  in  Canada,  that  its  prospects 
can  only  be  injured  by  amalgamation  with  any 
other  line. 

''That  this  Meeting,  looks  with    much  salisi'ac- 
tioii  upon  the  recorded  opinions  of  so  eminent  aii 
thorily  as  Mr.  Robert  Stephenson,  in  deprocatine 
the  evils  of  Railway  couipc-tition  and  trusts   that 
he  may  be  enabled  to  advise   tiie   adoption  of  a 


policy  in  regard  to  the  competitiotri  now  threaten- 
ed by  the  carrying  of  the  Grand  Trunk  line  from 
Guelph tto  Samia,  which  runs  the  whole  way 
parallel  to  the  previously  chartered  Great  Western 
Railway,  at  a  very  short  average  distance  there- 
fVom,  instead  of  running  North  West  to  Saugeen 
to  Owen  Sound,  a  magniflcant  line  of  communica- 
tion still  unoccupied  and  which  Would  complete  a 
Railway  System  for  Canada  West,  such  as  Mr. 
Stephenson  has  foreshadowed  while,  not  interfering 
with  any  existing  or  chartered  lint  of  Railway. 

The  meeting  was  ably  addressed  by  Messrs. 
Freeman,Brydges,  Tiffany,  Hamilton.McQueen, 
and  BtcHASAN,  in  support  of  the .  resolutions  and 
vindication  of  the  priority  and  superiority  of  the 
rights  of  the  Great  Western  Company  to  the  Sar- 
nia  charter,  and  in  some  instances  an  inimadverting 
pretty  severely  upon  the  course  which  has  been 
pursued  toward  the  Great  Westehi  by  the  Grand 
Trunk  Company  in  reference  to  Ihe  whole  matter. 

Mr.  BRYD<iF.s  the  Vice  President  of  the  Great 
Western  Company,  in  relation  to  the  charge,  which 
some  persons  were  diligent  in  circulating  through 
Western  Canada,  that  the  Great  Western  Company . 
which  he  that  day  represented,  were  the  aggres.s- 
ors  in  this  controversy  spoke  as  ifollows  : 

He  would  remind  them  that  the  acts  of  Parlia- 
ment chartering  the  Great  Western,  and  which 
passed  between  the  years  1835  and  1840,  gave 
that  Company  power  to  construct  Railways  from 
Niagara  Falls  through  Hamilton  and  London  to 
Windsor  and  Port  Samia.  The  Directors  then  had 
to  decide  which  line  should  be  proceeded  with 
first.  It  seemed  to  him  that  the  Board  acted  verj- 
wisely  in  first  prosecuting  th^  line  to  Windsor, 
because  it  was  a  striking  fact,  that  that  was  the 
only  point  in  Canada  even  now  to  meet  a  contem- 
plated line  of  railway  coming  through  the  State  of 
Michigan.  This  was  therefore  the  only  line  which 
could  secure  to  Canada  the  travel  between  the 
Eastern  and  Western  States  of  America,  and  he 
thought  the  meeting  would  agree  that  the  Great 
Western  Directors  had  acted  most  properly  in  de- 
ferring the  construction  of  the  Samia  Line,  until 
their  main  line  was  completed.  They  had,  how- 
ever, never  in  the  slightest  degree  wavered  in 
their  determination  to  make  the  Samia  Line. 
This  was  placed  beyond  all  doubt,  by  the  pro- 
ceedings of  the  Board  from  time  to  lime,  who 
had  applied  to  the  necessary  authorities  for  per- 
mission to  pass  the  Indian  Reserves  ;  which  must 
be  crossed  to  approach  the  water's  edge.  He  dis- 
tinctly declared,  on  the  part  of  the  Board  of 
Directors,  that  they  had  never  even  contemplated 
the  abanoument  of  the  Sarnia~i  Charter,  and  he 
trusted  that  this  public  statement  would  place 
that  question  at  rest.  He  then  proceeded  to 
shew  that  the  Great  Western'  was  the  real  and 
bona  fi'le  western  section  of  the  main  Trunk  line, 
and  rtad  an  extract  from  the  '16th  clause  of  the 
act  passed  in  18-31  for  tlio  construction  of  a  "Main 
Line  of  Railway  throughout  the  whole  length  of 
the  Province."  which  after  declaring  that  the 
Goverament  guarantee  shall  on^v  be  extended  to 
line.s  which  form  part  of  the  trunk,  proceeds  lo 
enact  that  such  guarantee,  shall  be  given  to  "  the 
Great  Western  line,  which  has  been  commenced 
and  partly  constmct«i  on  the,  faith  of  the  said 
guarantee  and  forms  part  <y  thf  sinm  Mam 
Trunk  line."  H<'  then  read  from  the  2nd  clause 
of  the  Hamilton  and  Toronto  Railway  Act,  passed 
in  1862,  as  a  branch  and  connection  of  the  Great 
Westem,  to  the  efflct  that  "ithe  said  Railway 
(from  Flamilton  to  Toronto)  shall  be  held  to  form 
part  of  the  main  Trunk  Line  Railway  '  and  there- 
fore be  entitled  to  the  Government  guarantee.  If 
anything  further  wa^•  needed  to  place  the  mrtter 
beyond  doubt,  it  would  be  founTl  in  the  Grand 
Trunk  Act  itself,  passe'l  in  1862,  which  authorises 
the  construction  of  a  Railway  from  Montreal  to 
Toronto,  thereby  of  course  coiifirining  the  Great 
Western  and  Hamilton  and  Toionto  lines  as  the 
western  section  of  the  "(trand  Trunk  Line  through- 
out the  whole  Province.'     Thih  position   is   also 
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further  coDtirmed  by  tbo  fact  that  since  the   pass- 
ing of  the  Act  of  1851,  Ibc   Great  Western   Com- 
pany has  actually  received  from  Government  ax  a 
part  of  the  Main  Trunk,  a  loan  of  £2000,000  ster- 
ling.    He  then  explained   that  the  Guelph  and 
Sarnia  line  was  only  sanctioned  by  Parliament   in 
1862,  several  years  after   the   chartering  of  the 
Great  Western  line  to  Sarnia,  and  was  not  afford- 
ed the  Government  guarantee,  and  its  introduction 
therefore  into  the  Grand  Trunk  scheme,  was,  he 
contended,  a  breach  of  faith  towards  the  Company 
— a  repudiation  of  the  provisions  of  the   Acts   of 
Parliament  and  proceedings  of  the  Government, 
— and  was  the   commencement  of  a  system   of 
competition  with  the  Great  Western,   with  which 
it  ran  parallel  for  about   180  miles,   and   at  less 
than  an  average  of  20  miles  apart  from  it.    He 
trusted  therefore  that  he  bad   satisfied   the  meet- 
ing that  the  Great  Western  were  not  the  aggressors, 
that  they  had  acted  fairly  and  honorably   in  pro- 
secuting the  works  confided  to  them  by  Parlia- 
ment,    and   that    the  proceedings  of  the   Grand 
Trunk  placed  that  body  conclusively  in  the  posi- 
tion of  being  the  parties  to  introduce  competition 
He  then  proceeded   to  explain  the  proceedings 
which  took  place  in  England  upon  the  appearance 
of  the  Grand  Trunk  Prospectus,  when  the  Presi- 
dent of  the  latter  Company  offered  to  amalgamate 
"on  equal  terms"  with  the  Great  Western  line, — 
that  was  to  take  a  line  which  was  then  nearly  com- 
pleted and  about  to  come   into   active  operation, 
and  merge  into  a  gigantic  scheme,  for  which  a 
spade  had  not  been  put  into  the  ground.     An  ag- 
reement, a  copy  of  which  he  then  held  in  his  band, 
signed  by  Mr.  Baring,  on   the  part  of  the   Grand 
Trunk,  was  however  concluded  between  the  two 
companies,  by  which  tlie  Grand  Trunk  was  bound 
not  to  interfere  in  the  district  sonth  of  their  line 
from    Toronto  Sarnia.      What  was   his   surprise 
therefore  to  hear  the   other  day  that  the  Grand 
Trunk  party  offered  to  build  a  Railway  from  their 
line  to  London,  and  extend  to  Sarnia,  upon  condi- 
tion that  the  Great  Western  Company  would  give 
up  its  line   to   Sarnia  to  the   Grand  Trunk      He 
would  not  detain  the  meeting  by  making  any   re- 
marks upon  such   an  improper  proposal   beyond 
stating  that  the  Great  Western  Company's  line   to 
Sarnia  was   under   contract,   that   tiie   Engineers 
were  now  on  the  line  marking  it  out,  and   that   in 
little    more  than   twelve  months   the   people   of 
Hamilton  would  be   able   to  travel   to  and    from 
Sarnia  by  the  Great  Western  line.     It  should  not 
be  forgotten  that  the  Great  Western  was  the   pio- 
neer of  the  raiway  system  of  this  Province  ;  it  was 
the  first  Railway  chartered,  and  the  prospects  and 
position  which  it   had  secured,  had  been   of  the 
very  greatest  use  in   turning  the   eyes  of  English 
capitalists  to  this  country.      He   would  also   add 
that  whilst  the  Great  Western  Company  would 
decline  any  proposals  for  amalgamation  with    the 
Grand  Trunk,  they  were  «iuite  ready  to  enter  into 
mutually  fair  arrangements  which  while   each  re- 
mained independent  in  its  district,  would  promote 
the  convenience  of  the  public  and   the   prosperity 
of  the  shareholders  of  both  Companies.     Before 
concluding  he  thought  it  might  be  satisfactory   to 
those  present  if  he  made  a  few  remarks  upon  the 
prospects  of  the  Great  Western  Railway.     It  was 
not  until  the  beginning  of  the   present  year   that 
he  had  been  personally  acquainted  witli  this   part 
of  the  world,  but  since  that  time  he  had  frequently 
travelled  through  the  district  which  will  be  served 
by  the  Great  Western,  and  had  made   most   care- 
ful and  extensive  enquiries  as  to  the  extent  of  its 
business  and   amount   of  its   productions.     From 
this  he  was  perfectly  satisfied  that  the  local  trade 
of  the  Great  Western  would  present  results  of  the 
most  astonishing  and  gratifying   nature  and  that 
before  long  the  trade  of  Hamilton  would  be    ini- 
mensly  increased  by   becoming  the  port  of  shii>- 
ment  for  the  magniflcant  district  of  country   lying 
10  the  west  of  it.     In  addition  to  this  the   Ameri- 
can through  travel  which  would   pass  along  this 
line  would  be  immense,  and  the  extraordinary  in- 
crease which  was  taking  place  in  the  traffic  of  the 
New  York  Central  on  the  one  side,  and  the  Michi- 
gan Central  on  the  other,  who  would  exch|uige 


their  traffic  with  this  Company,  formed  a  most  en- 
couraging feature  in  the  prospects  of  the  Great 
Western  Company.  But  besides  this,  the  Great 
Western  would,  without  change  of  car,  unite  the 
sister  cities  of  Buffalo  and  Detroit,  each  the  focus 
of  an  immense  business,  and  between  which  the 
communication  was  great  and  constant.  On  the 
whole,  then  be  felt  perfectly  persuaded,  that  the 
prospects  of  the  Great  Western  Company  were  of 
the  most  encouraging  description,  and  far  ex- 
ceeded anything  with  which  an  experience  of  ten 
years  among  English  Railways  had  rendered  him 
familiar.  He  then  stated  that  he  was  sure  it 
would  be  exceedingly  gratifying  to  the  citizens  of 
Hamilton  to  "be  told,  that  if  no  unforseen  con- 
tingencies tended  to  delay  the  works,  he  felt  con 
fident  from  the  general  position  of  the  works,  and 
from  assurance  received  from  the  Contractors, 
that  the  Great  Western  Company  would  be  in  a 
position  to  convey  passengers  from  Niaggra  Falls 
to  Hamilton  on  the  1st  November  next,  that  on 
the  1st  December,  the  line  would  be  continued  to 
London,  and  that  by  the  Ist  of  January  1854, 
they  would  be  enabled  to  conduct  their  traflSc  re- 
gurlarly  between  Niagara  Falls  and   Windsor. 

We  have  (juoted  pretty  liberally  from  the  re- 
marks of  Mr.  Brydues  both  because  wo  believe 
they  give  a  correct  statement  of  the  facts  in  the  case 
and  the  position  assumed  by  the  Great  Western 
Company,  and  further  because  it  will  be  interest- 
ing to  the  readers  of  the  Journal  t^.  see  that  a 
person  .so  long  and  intimately  connected  with  the 
railway  enterprises  of  England  seems  to  have  ac- 
quired during  a  few  moths  residence  in  this  country 
a  proper  appreciation  of  its  wantsand  resources;  its 
adaptedness  to  railways,  and  the  propriety  of  their 
having  free  course  as  channels  of  travel  and  tran- 
sportation, regardless  of  national  or  state  bound- 
ary lines  and  restricted  only  by  the  demands  of 
trade,  commerce  and  the  cenvenienceof  the  whole 
community. 

American  «ud  EnKlUb  Ralliw^ays* 

At  a  time  when  a  parliraentary  committee  is 
sitting  on  railway  policy,  it  appears  opportune  to 
bring  before  shareholders  whatever  evidence  is 
calculated  to  assiet  in  arriving  at  correct  conclu- 
sions. The  position  of  railway  administration  in 
England  at  the  present  moment  is  this  :  it  is  as- 
sumed by  railway  directors  to  be  perfect ;  its  per- 
fection is  very  much  doubted  by  shareholders  and 
the  public.  The  former  have  an  idea  that  every 
care  is  not  taken  for  economy,  the  latter  that 
every  care  is  not  taken  for  public  safety.  The 
directors  claim  implicit  confidence  in  their 
management,  on  account  of  the  purity  of  their 
motive's  ;  the  shareholders  think  that  every  re- 
spect may  be  paid  to  motives,  but  that  salutary 
investigation  may  be  made  into  details  of  manage- 
ment. We  have  always  upheld  this  princii)le,  and 
acting  upon  it,  we  shall  take  advantage  of  an  im- 
portant public  document  just  issued  in  the  United 
States,  to  institute  a  comparison  between  English 
and  American  management.  The  extravagance 
of  one  line  may  be  defended  or  palliated  by  the 
greater  extravagance  of  another  line  j  but  the  ex- 
perience of  a  remote  system  may  be  accepted  as 
impartial  evidence,  and  it  may  better  guide  us  in 
arriving  at  results.  Here,  a  certain  set  of  engin- 
eers have  given  the  same  general  character  to  the 
railway  system  of  management ;  the  school  of 
Stephenson  has  become  the  school  of  England, 
and  there  has  been  little  disposition  to  authorize 
anything  which  did  not  bear  the  stamp  of  legiti- 
macy, as  authoritively  imposed  by  the  arbiters  of 
of  railway  expenditure.  In  the  United  States  it 
ha.s  been  different ;  there  has  not  been  that  blind 
following  of  the  high  and  mighty  in  engineering, 
and  as  ttiere  has  not  been  a  body  of  open-mouthed 
an<l  open-pursed  shareholders  to  draw  uoon,  un- 
limited economy,  and  it  may  be  said  necessity, 
has  in  many  caseg  been  allowed  to  have  some 
voice. — Hence  we  may  expect  to  get  some  evi- 
douce  wbiob,  though  not  arisinf  ttom.  identical 


circumstances,  may  throw  light  on  the  case,  or 
even  as  being  of  a  negative  character,  may  de- 
termme  the  course  of  the  investigation. 

The  documents  before  us  are  included  in  the 
report  of  Mr.  McAlpine,  the  State  Engineer  of 
New  York,  in  pursuance  of  a  recent  law,  that 
passed  in  1850,  and  although  the  operation  of  the 
system  of  returns  is  not  yet  complete,  a  large  mass 
of  valuable  statistical  information  is  brought  to- 
gether, and  the  deductions  are  very  carefully 
drawn.  When  we  state  that  the  length  of  rail- 
ways embraced  in  the  returns  is  betwee  1,800 
and  2,000  miles,  it  will  be  seen  the  extent  is  am- 
ple for  comparison.  The  circumstances,  too, 
of  New  York  State  admit  of  a  better  comparison 
than  those  of  other  parts  of  America.  ^he 
country  is  not  throughout  so  thickly  peopled  as 
England  ;  but  there  is  a  metropolitan  population 
in  New  York  city  of  600,000,  and  there  are  many 
populous  towns.  There  are  districts  approaching 
Scotland  and  Wales  in  population,  and  there  are 
large  seats  of  manufacturers,  and  in  some  places 
an  enormous  transit  trade.  Thus  there  is  great 
variety  of  character  in  the  traffic  conditions,  in 
some  cases  approaching  those  of  our  wealthy  and 
thriving  districts,  in  others  going  as  low  as  the 
poorest  part  of  the  Highland's  or  Welsh  Mountains. 
Some  might  reject  the  comparison  for  these  latter 
circumstances,  but  they  are  indeed  those  which 
claim  most  attention.  In  these  islands,  a  total 
population  of  30,000,000  have  7,000  miles  of 
railway  ;  in  New  York,  a  population  of  3,000,000 
have  2,000  miles  of  railway.  This  is  a  proposition 
not  lightly  to  be  set  aside  without  investigation. 
In  Ireland,  6,000,000  of  people  haee  one  thii-d  of 
the  length  of  railway  possessed  by  half  the 
population  of  New  York,  or  one  sixth  the  supply. 
The  case  of  Scotland  is  generally  better,  the 
same  population  as  New  York  having  half  the 
length  of  railway 

The  passenger  traffic  on  1,900  miles  of  railway 
in  1862  was  7,440,663,  and  the  number  of  miles 
run.  343,368,546,  which  gave  an  average  mile  age 
per  passenger  of  46  miles.  In  1851  the  average 
distance  travelled  by  each  passenger  was  47  miles; 
so  that  from  discrepancies  in  the  returns,  some  ol" 
the  figures  must  be  received  with  caution  ^  but 
this  may  be  taken  as  a  fair  average.  The  rate  is 
far  above  the  European  standard,  as  the  average 
rate  in  England  and  Belgium  is  only  about 
one  half  of  the  above.  The  American  returns 
include  little  of  what  is  known  as  short,  or  omni- 
bus traffic,  which  from  the  great  extent  of  the 
country,  and  the  widely  scattered  population,  for 
which  railways  afford  the  most  convenient  transit, 
the  distance  of  the  journeys  is  greater  than  here. 
The  returns  likewise  include  a  large  population  of 
through  emigrant  traffic  to  the  far  west.  The 
average  suggests  some  interesting  reflections — 
First,  that  the  American  traffic  is  not  to  such  a 
great  proportion  of  ours,  intermediate ;  and 
secondly,  that  a  railway  system  can  be  carried 
out  where  the  average  mileage  of  each  passenger  is 
46  miles  as  must  be  the  case  in  some  thinly  peopled 
colonies  and  countries  requiring  great  length  of 
railway.  This  illustration  will  be  found  useful  in 
reference  to  the  Canadian  railways,  the  traffic  of 
which  is  little  uuderstood  here. 

The  average  speed  of  the  passenger  trains  is 
given  as  26)^  miles  per  hour,  but  this  seems  to  be 
the  speed  without  stoppages.  At  any  rate  it  is  not 
a  very  high  speed,  but  it  is  found  suitable  for  a 
large  proportion  of  the  traffic.  In  this  country 
the  question  has  been  little  considered  how  far 
low  speeds  and  cheap  fares  can  be  made  to  work 
profitably,  except  so  far  as  the  Irish  lines  are  con- 
cerned, though  there  the  tendency  is  towards  in- 
creasing the  speed.  In  New  York,  the  emigrant 
traffic  to  Canada  and  the  West  is  carried  at  very 
low  rates,  and  it  is  contemplated  to  do  the  same 
on  the  great  Canadian  trunk. 

The  average  number  of  passengers  in  a  train  is 
returned  at  77.6  ;  the  number  of  trains  per  day 
being  generally  much  less  than  in  this  country. 
The  great  endeavor  in  the  United  States  is  to  gi\  e 
the  public  low  fares,  and  the  company  a  low  rate 
of  expenditure,  and  everything  is  directed  upou 
these  two  priaciplM  which  ai-e  made  to  work  to 
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gether.  By  ruuuing  a  fuw  tralDS  at  reasoaable 
speeds,  and  by  atteadiog  to  the  construction  of 
the  carriages,  much  economy  is  obtained.  The 
American  carriage  being,  as  is  well  known,  on  a 
larger  scale  than  here,  and  allowing  of  internal 
communication,  admits  of  being  worked  cheaper 
with  respect  to  the  staff,  on  the  line  and  in  the 
stations,  and  is  eftectively  more  convenient  to  the 
public  than  the  English  carriage.  This  is  a  sub- 
ject well  worthy  of  enquiry  as  much  of  the  econ- 
emy  of  American  railways  depends  upon  it ;  but 
at  present  we  can  only  briefly  refer  to  it.  The  ef- 
fect is  to  reduce  the  expenses  of  fixed  stations, 
and  to  allow  of  passengers  being  worked  from 
places  where,  en  the  English  system,  a  station 
could  not  be  maintained.  Instead  of  a  staff  dis 
tributed  over  twenty  stations,  as  here,  the  stafi*  in 
America  travels  with  the  trains,  and  the  stations, 
buildings  and  equipments  are  consequently  of  a 
minor  character.  On  the  other  hand,  whenever  it 
is  desirable  to  set  down  or  take  up  a  large  or 
small  number  of  passengers  at  a  given  spot  not 
usually  worked  to  as  a  station,  nothing  is  necessary 
but  to  stop  the  train,  like  an  old  stage  coach,  and 
the  requisite  station  staff  is  forthcoming.  There 
are  many  places  where  there  is  a  market  traffic 
once  a  week,  for  which  a  fixed  station  staff  would 
be  required  on  such  occasions,  and  with  the 
privilege  of  keeping  their  bands  in  their  own 
pockets,  and  dipping  into  the  pockets  of  the  share- 
holders the  greater  part  of  the  week,  and  which 
must  in  England  be  neglected  or  worked  at  a  loss. 
Of  course  a  staff  proportional  to  the  trains  will 
nevertheless  be  at  times  in  excess  of  the  traffic, 
but  by  no  means  correspondent  to  a  fixed  station 
staff. — Herapeth's  Journal. 


Exltibtt  of  the  Fort  "W^yttn  «md  CMeayo 
Railroad  Compjiajr. 

This  road  commences  at  Fort  Wayne,  in  the  State 
of  Indiana,  at  a  point  where  the  Ohio  and  Indiana 
Railway  terminates,  and  ends  at  the  City  of  Chi- 
cago, in  the  State  of  Illinois,  a  distance  of  150  miles; 
is  the  fourth  link  in  the  chain  of  railway  built 
and  to  be  built  between  Philadelphia,  by  the  way 
of  Pittsburg,  to  Chicago,  at  which  latter  point  it 
connects  with  the  various  rail-roads  made  and  ma- 
king from  that  point  southwest  and  north,  some 
half  dozen  in  number. 

From  Philadelphia  to  Crestline  there  is  a  conti- 
nuous line  of  rails  completed  and  in  succesful  ope- 
ration. The  Ohio  and  Indiana  Road,  lying  between 
Crestline  and  Fort  Wayne,  will  be  completed  and 
in  operation  at  an  earfy  day  in  December  next. 

The  charter  of  this  Company  under  the  concur- 
rent legislation  of  the  States  of  Indiana  and  Illi- 
nois, is  perpetual  in  duration  and  liberal  in  its  pro- 
visions. 

A  careful  and  accurate  survey  and  location  of 
the  route  has  been  made  under  the  superinten- 
dence of  Jesse  R.  Straughn,  an  experienced  engi- 
neer. 

The  right  of  way  obtained  and  paid  for,  neces- 
sary ground  for  stations,  &c.,  and  the  entire  line 
put  under  contract  for  graduation  and  masonry,  at 
prices  altogether  satisfactory  to  the  Company,  and 
within  the  Engineer's  estimate.  The  contractors 
broke  ground  early  in  June  last.  There  are  now 
some  two  thousand  laborers  at  work  on  the  line, 
the  monthly  payments  to  whom  will  be  from  60 
to  S66,000.  Contracts  have  also  been  made  for 
cross-ties.  The  entire  road  is  to  be  completed  and 
in  operation  by  the  first  January,  1856. 

CHARACTER  OP  ROAD. 

The  length  is  150  miles,  from  Fort  Wayne  to  the 
southern  bend  of  Lake  Michigan,  a  distance  of  a- 
bout  132  miles  is  a  straight  line,  (the  Ohio  and  In- 
diana Rail-Road  is  nearly  a  straight  line  in  its  en- 
tire course,)  t.-aversing  a  level  country,  with  no 
gradients  over  26^  feet  to  the  mile;  but  few 
streams  of  water  to  pass,  they  small  in  size  and 
easily  bridged ;  hence  the  low  cost  of  the  road.  Is 
to  be  a  first  class  road,  with  T  rail  of  60  lbs.  to  the 
yard,  well  ballasted,  with  necessary  sidings  &c. 

ESTIMATED  COST  OF  ROAD. 

The  Engineer's  estimate  of  the  entire  cost  of  this 
road,  iucludiog  right  of  way,  stations^  statioQ  boa- 


ses  and  equipments  lor  one  year's  operation,  it 
82,600,000;  to  'this  must  be  added  commissions, 
discount  on  bonds ,  and  interest  paid  to  stockhol- 
ders whilst  the  road  is  building:  this  latter  item 
will  be  paid  in  stock. 

The  right  of  way  has  cost  but  little,  as  releases 
have  in  general  been  given  free  of  cost  to  the  Com 
pany.     Valuable  real  estate  for  stations  has  also 
been  donated  to  the  Company. 

WAYS    AND    MEANS. 

The  stock  subscription  to  date,  inclu- 
ding S230,000  agreed  to  be  Uken  by 
contractors,  is $1,205,000 

The  above  includes  $100,000  of  stock 
take  by  the  Ohio  and  Pennsylvania 
Rail-Road  Company. 

It  is  expected  that  additional  subscrip- 
tions along  the  line  will  be  had  the 
coming  six  months,  to  amount  of  . .         250,000 

Stock  to  be  taken  by  the  Pennsylvania 
Rail-Road  Company,  by  agreement, 
whenever  legal  authority  is  had  to 
doit, 250,000 


Sl,70o,000 
The  Company  expect  to  make  a  mort- 
gage debt  to  purchase  rails,  machi- 
nery, &c.,  of 1,250,000 


r2.966,000 

The  Pennsylvania  Central  Railway  and  the  City 
of  Philadelphia  stand  pledged  to  furnish  all  tht 
means  necessary  to  the  completion  of  this  road, 
after  the  Company  shall  have  obtained  all  the  lo 
cal  subscription  in  their  power  to  get ;  but  it  'm 
thought  the  rail-road  Company  will  only  require 
the  Pennsylvania  Central  Road  to  subscribe  the 
S250,000  as  above  named.  The  Ohio  and  Penn- 
sylvania Rail-Road  Company  also  agrees  to  in 
crease  their  subscription  S100,000,  if  necessary. 

The  completion  of  the  Fort  Wayne  and  Chicago 
Road  will  be  of  great  advantage  to  the  Pennsyl 
vania  Central,  and  the  Ohio  and  Pennsylvania 
Roads. 

Thus,  it  will  be  seen  that  the  means  to  complete 
this  road  will  be  ample,  after  they  have  negotiated 
their  bonds. 

The  stock  subscription  is  good  and  available 
it  is  thought  that  three  per   cent,  will  cover  all 
losses.  Some  $250,000  has  already  been  paid  into 
the  treasury  of  the  Company,  and  the  residue  is 
being  paid  at  the  call  of  the  Company. 

POSITION  OF  ROAD. 

That  this  line  occupies  a  position  quite  equal  to 
any  other  in  the  country,  will  at  once  be  perceived 
by  an  inspection  of  a  rail-road  map  of  the  United 
States.  Its  connections  at  either  end,  and  the  many 
important  tributaries  along  its  course,  together 
with  its  immense  local  travel,  will,  beyond  question, 
make  its  returns  to  the  shareholders  highly  satis- 
factory. 

It  traverses  a  region  of  great  fertility  and  pro- 
ductivenes,  increasing  in  wealth  and  population 
at  the  rate  of  more  than  one  hundred  per  cent., 
each  period  of  ten  years,  at  present  without  faci- 
liies  of  transportation  other  than  the  common 
roads  of  the  country,  which  are  nearly  impassable 
half  the  year. 

This  line  of  raad  is  the  shortest  by  precisely  57 
miles  from  New- York  to  Chicago,  and  by  100  miles 
from  Philadelphia  to  Chicago,  aa  will  appear  by 
the  following  comparison ;   . 

Pittaburg  route.  Miles. 

Chicago  to  Fort  Wayne, 150 

Fort  Wayne  to  Pittaburg, 318 

Pittsburg  to  Philadelphia, 368 

Philadelphia  to  New- York, 88 


Total,. 


....909 
Toledo  route  Miles. 

Chicago  to  Toledo,   242 

Toledo  to  Cleveland, 113 

Cleveland  to  Dunkirk 142 

Dunkirk  to  New- York;  by  Erie  Rail-Road,  496 


WHy  of  the  Ohio  atid  Indiaija,  aud  Fort  Wayne  and 
Chicago  Roads,  is  about  the  same  as  by  the  Toledo 
route;  the  difference  will  not  be  over  three  miles, 
if  grades  are  taken  into  account:  t^e  I'oimer  is  the 
aearest  route  by  many  miles. 

Between  Chicago  aud  WoostPr,  Ofcio,  a  distance 
of  335  miles,  there  is  no  grade  ovtr  26  4-10  feet 
to  the  mil*. 

The  entire  travel  of  the  vast  regions  J)eyoDd 
Chicago,  equal  to  all  Europe  in  extent,  and  to  any 
other  part  of  the  globe  in  fertility,  and  the  coan- 
iry  on  and  near  its  line,  to  and  from  the  Middle 
and  Southeastern  Slates,  the  cities  of  Pittbburg, 
Baltimore  and  Philadelphia,  will  necessarily  pass 
over  this  line  of  road.  That  a  railway  will  be  made 
from  the  Mississippi  River,  or  somb  i>oint  east  of 
it,  to  the  Pacific  Ocean,  at  an  early  day,  there  re- 
mains no  question.  Cliicago,  it  is  geoerally  thought, 
is  the  point  where  it  should  begin  ;  that  route  is 
the  shortest,  and  will  be  found  equally  practicable 
with  any  other.  The  great  eourse  of  travel  and 
commerce  point  it  out  as  the  starting  point.  Should 
this  be  realized,  the  stock  of  the  F\>rt  Wayne  and 
Chicago  Road  will  command  a  higher  price  than 
that  of  any  other  road  in  the  Union.  In  any  event, 
it  will  be  about  as  valuable  as  that  of  any  other. 

From  its  peculiar  location,  it  will  not  likely  ever 
have  competition. 

The  stock  of  the  Michigan  Southern  Rail-Road 
now  commands  a  premium  of  25  p^t  cent.;  there 
is  no  reasonable  question  but  this  line  of  rail-road 
will  prove  equally  productive,  and  that  its  stock 
Mill  be  as  valuable  as  that  of  the  fir»t  named  road. 

To  pay  for  iron  rails,  tranportati  on  of  the  same, 
machinery,  Ac,  the  Directors  have  ordered  the  sale 
of  $1,260,000  of  the  7  per  cent,  bonds  of  the  Com- 
pany, convertible  into  the  capital  stock  of  the  Com- 
pany, at  any  time  within  ten  years,  at  the  option 
of  the  holder. 

The  bonds  will  be  in  sums  of  $1,000 each,  dated 
the  Ist  July,  1853,  payable  in  20  years,  principal 
and  interest,  in  New-York,  with  coupons,  the  latter, 
I'Jan.  and  1  July,  each  year.  To  be  secured  by  . 
a  first  aud  only  mortgage  or  deed  of  trust  to  John 
Ferguson,  of  New-York,  in  trust  fuir  the  bondhol- 
ders, on  the  Company's  entire  line,  Stations,  roi.iry 
power,  all  other  personal  property,  net  income, 
franchises  &c.,  with  the  usual  power  of  taking  pos- 
session, and  selling,  in  case  of  default,  the  terms 
and  conditions  of  the  mortgage  being  the  same  as 
that  of  the  Ohio  and  Indiana  Company  s  n>ortgage. 

The  authorized  capital  stock  of  the  Company  is 
$2,500,000,  with  power  in  the  Board  of  Directors 
to  increase  it  to  any  sum  they  choose.  The  charter 
gives  foil  power  to  sell  the  bon  .s  under  par,  ma- 
king a  sale  under  par  as  valid  as  if  .sold  at  par. 

Winslow,  Lanier  &  Co.,  52  WalUstreet,  are  the 
agents  of  the  Company,  for  the  sale  of  bouds,  &c., 
who  will  give  any  other  or  further  information  re- 
lating thereto,  that  may  be  desiredj. 

Samuel  Uanna,  President. 


Total, 966 

The  distance  from  CleveUDd  to  Chicago,  by  the 


▲labanta  &allro«<l  CoBrentloM. 

On  the  24th  of  August  a  Railroad  Qonveution  was 
held  at  Elyton,  in  Jefferson  county.  The  counties 
of  Blount,^  Coosa,  Dallas,  Greene,  Jefferson,  Mar- 
shall, Morgan,  Montgomery,  Perry,  Shelby,  Sum- 
ter. Talladega,  Tuscaloosa,  and  Walker  were  well 
represented. 

John  D.  Phelau  of  Perry,  was  chosen  President, 
with  thirteen  Vice  Presidents  and  four  Secretaries. 

A  committee  then  reported  the  following  resolut- 
ions, which  were  adopted  unanimously  : 

Resolved,  1st,  As  the  sense  of  this  Convention 
that  it  is  the  duty  of  the  State  of  Alabama  to  aid, 
by  appropriate  means,  in  the  constiDction  of  works 
of  Internal  Improvements  within  its  limits. 

2.  That  as  the  most  eligible  plan  for  acconi- 
plishing  that  object,  m  the  present  condition  of  the 
state,  we  recommend  the  construction,  by  ita  aid, 
of  a  railroad  of  the  first  class,  connecting  the  wa- 
ters of  the  Tennessee  river  with  the  waters  of  the 
Mobile  Bay,  so  as  to  connect  north  and  south 
Alabama. 

3.  That  the  said  road  when  consunicted  shall  be 
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held  under  the  control  of  the  slate,  for  the  commoD 
benefit  of  all  its  citizens,  and  that  roads  built  by 
private  enterprise  or  in  any  other  mode  from  any 
section  of  the  state,  shall  be  allowed  to  connect 
with  said  road,  which  is  to  be  a  common  central 
stem. 

4.  That  with  the  view  of  locating  the  said  cen- 
trad  road  to  the  greatest  advantage,  we  recommend 
»  thorough  and  immediate  topographical  and  geo- 
logical survey  by  the  state  of  all  practicable  routes 
likely  to  accomplish  that  object. 

6.  That  we  recommend  to  the  Legislature  of  the 
state  to  make  provision  at  its  next  session  for  the 
immediate,  thorough  and  general  geological  survey 
of  the  state,  and  for  its  vigorous  prosecution  to 
completion  at  the  earliest  practicable  period. 

Among  the  speakers  were  Professor  Bernard,  of 
the  Alabama  University,  Gen.  Philpot,  of  Morgan, 
Rev.  J.  P.  Perham,  Professor  Garland,  Col.  Earnest, 
Mr,  8.  Mudd,  Mr.  Gibson  and  Mr.  Greene. 

I^a^vrencebargli  «n«t  ludlanapolls  Railroad 

On  Monday  afternoon,  the  annual  election,  by 
the  stockholders,  of  the  directors  of  the  Lawrence- 
'  burgh  and  Upper  Mississippi  Railroad  Company 
was  held  at  8huib)Kville.  The  old  board  consisting 
of  Messrs.  G.  H.  Dunn,  D.  Nevitt,  and  L.  B.  Lewis, 
of  Dearborn  county ;  J.  B.  Foley,  James  E  Hamil- 
ton, and  J.  Q.  Montfort;'of  Decatur  county  ;  and  J. 
M.  Ray,  Harvey  Bates,  and  Wm.  Robson,  of  Ma- 
rion county,  was  re-elected. 

We  availed  ourselves  of  the  invitation  of  one  of 
the  directors  "to  make  the  first  trip  to  Shelby  ville 
on  the  Lawrenceburgh  road,'' — a  passenger  car 
being  sent  down  to  convey  to  Shelbyville  such  of 
the  directors  and  stockholders  as  were  in  the  city. 

The  train  left  here  at  a  little  after  eight  o'clock 
in  the  morning,  and  in  about  one  hour  arrived  at 
Buck  Creek,  where  there  was  a  gapof  a  mile  and  a 
quarter  not  laid  with  rail  nnd  across  which  the  pas- 
sengers had  to  walk.  A  train  from  Shelbyville  was 
in  waitng  at  the  other  side  of  the  gap  in  which 
we  arrived  at  Shelbyville  shortly  after  ten  o'clock 
—having  made  the  run  from  here  to  Shelbyville — 
walking  a  mile  and  a  quarter — in  a  liitle  over 
two  hours. 

In  the  evening  the  trip  back  was  made  in  the 
same  manner,  with  the  exception  that  the  distance 
to  be  walked  was  lessened  a  half  uiiie — track  to 
that  extent  having  been  laid  during  the  daj-.  The 
time  occupied  was  only  two  hours — about  fifteen 
minutes  less  than  in  the  morning.  The  contractor 
declared  his  determination  to  have  all  the  track 
down  by  yesterday  evening,  and  we  have  no  doubt 
it  was  done. 

Almost  all  the  track  over  which  wo  run  on  Mon- 
day has  been  laid  in  the  last  two  weeks — some  of 
it  was  not  even  spiked  except  at  the  end  of  the 
rails — and  yet  it  was  the  smoothest,  best  road  we 
have  traveled  over  in  the  State.  Most  of  the  iron 
is  very  long  rails,  of  American  Manufacture,  and 
over  these  the  cars  ran  with  the  ease,  smoothness, 
and  freedom  from  noise  claimed  as  the  peculiar 
attendants  of  the  compound  rail. 

The  road,  after  leaving  the  corporate  limits  of 
Indianapolis,  is  run  in  a  "bee  line"  to  Shelbyville, 
a  distance  of  twenty-six  miles,  and  as  the  grades 
are  very  easy  it  is  intended  that  the  time  between 
here  and  Shelbyville  shall  be  only  half  an  hour 
when  the  cars  get  to  running  regularly.  From  the 
unusual  excellence  of  the  construction  of  the  road, 
we  have  no  doubt  that  this  time  can  be  and  will 
be  readily  and  constantly   made. 

We  understand  that  very  shortly — probably  as 
early  as  next  Monday — the  Jeffersonville  Railroad 
Company  will  commence  running  their  regular 
trains  on  this  road  through  to  Jeftersonville  by  way 
of  the  Sjjelby  ville  and  Edinburgh  Railroad,  in  ac- 
cordance with  an  agreement  made  some  time  since 
between  the  Lawrenceburgh  and  Jefiersonville 
companies. 

Wo  are  informed  that  the  whole  road  between 
Lawrenceburgh  and  this  city  will  be  completed  and 
regular  trains  running  through  in  about  three 
weeks.  The  time  between  this  city  and  Cincinnati 
will  than  be  only  about  three  hours. 


The  stockholders  in  the  train  that  went  to  Shel- 
byville were  very  highly  iileased  with  the  manner 
in  which  their  road  was  built.  As  an  evidence  of 
their  feeling — we  heard  one  of  them  remark  during 
the  return  trip  in  the  evening,  that  the  stock  was 
then  worth  ten  per  cent,  more  than  it  was  when 
he  started  in  the  morning,  in  which  all  who  were 
present  concurred — Indiana  Slatt  Sentinel  of  Sep- 
Uinber  7. 


The  Pati»Handle  ContrOTerejTi 

The  four  northern  counties  of  the  State  of  Vir- 
ginia form  a  long  and  narrow  strip  of  territory, 
running  up  between  the  States  of  Ohio  and  Penn- 
sylvania. This  strip  is  64  miles  long,  and  in  some 
places  is  less  than  4  miles  wide.  This  is  the  pan- 
handle. It  contains  one  important  town  (Wheel- 
ing) on  the  Ohio  river,  where  the  National  road 
crosses,  and  where  the  Baltimore  and  Ohio  rail- 
road now  terminates.  As  Wheeling  is  more  than 
20  miles  north  of  the  southwest  corner  of  Pennsyl- 
vania, the  most  direct  route  for  this  railroad  would 
have  been  through  that  State,  and  so  they  wished 
to  go.  Pittsburgh  is  96  miles  distant  from  Wheel- 
ing by  the  river,  though  only  half  of  that  by  a 
straight  line.  Pittsburgh  and  Wheeling  were  rival 
commercial  cities,  and  Pittsburgh  so  controlled  the 
legislation  of  Pennsylvania,  that  the  railroad  com- 
pany could  not  get  the  right  of  way  through  that 
State  without  submitting  to  burdensome  condi- 
tions. So,  after  much  negotiation,  the  company 
constracted  its  road  over  and  through  the  moun- 
tains and  wilderness  of  Northern  Virginia. 

Then  Wheeling  resolved  to  build  a  bridge  across 
the  channel  of  the  Ohio  river.  A  charter  from  the 
State  of  Virginia  was  procured,  and  a  beautiful 
wire  suspension  bridge  was  built.  Not  knowing, 
we  cannot  say  whether  they  built  it  low  on  pur- 
pose, but  certainly  they  did  build  it  so  low  as  to 
interrupt  somewhat,  the  pa8.sage  up  and  down  of 
the  large  Ohio  river  steamboiit<:,  thus  tending  to 
make  Wheeling,  instead  of  Pittsburgh,  the  head 
of  navigation. 

Pittsburgh,  in  the  name  of  the  State  of  Pennsyl- 
vania, applied  to  the  Supreme  Court  of  the  Uiuted 
States  to  tear  down  the  bridge.  The  Supreme 
Court,  after  much  deliberation,  decreed  that  the 
bridge  was  a  nuisance,  and  must  either  come  down 
or  go  up  20  feet  higher.  The  Pittsburgh  folks  are 
very  energetic.  The  Wheeling  folks  are  very  in- 
genious. They  induced  Congress  to  declare  their 
bridge  a  post  route,  just  as  it  stands.  Will  the 
Supreme  court  order  the  nuisance  to  be  abated  in 
spite  of  Congress  1    That  remains  to  be  seen. 

The  city  of  Steuben  ville  is  on  the  Ohio  side  of  the 
river,  23  miles  above  Wheeling.  Opposite  to  it, 
the  "pan-handle"  is  less  than  five  miles  wide. 
The  Steubenville  folks  are  also  energetic  and  in- 
genious, and  they  have  undertaken  to  build  a 
railroad  from  the  Ohio  river  at  that  point,  west- 
ward to  Cohimbus ;  and  this  road,  called  the  Steu- 
benville and  Indiana,  is  now  in  an  advanced  state 
of  construction  as  far  as  Newark.  A  glance  at  the 
map  will  show  that  the  cities  of  Columbus,  Steu- 
benville, Pittsburgh  and  Philadelphia  are  almost 
in  a  straight  line.  The  Steubenville  and  Indiana 
railroad  and  the  Pennsylvania  Central  railroad, 
form  part  of  the  shortest  road  connecting  Colum- 
bus and  the  cities  west  of  it.  But  an  important 
part  of  this  nearly  air-line  road  is  the  link  between 
Pittsburgh  and  Steubenville.  To  make  that  link, 
they  must  run  six  miles  on  the  territory  of  the 
Virginia  pan-handle.  The  citizens  of  the  two  nor- 
thern counties  are  almost  unanimous  in  favor  of 
granting  the  right  of  way ;  but  the  infiuence  of 
Wheeling  has  thus  far  prevented  the  Virginia  leg- 
islature from  making  the  grant. 

The  population  of  the  city  outnumbering  the 
rest  of  the  district,  they  have  elected  a  senator  on 
the  very  ground  that  he  shall  advocate  the  pecu- 
liar local  interests  of  Wheeling.  The  "  rural"  part 
of  the  district,  from  the  northern  extremity  as  far 
south  as,  and  iuoluding  the  town  of  Wellsbnrg,  16 
miles  north  of  Wheeling,  have  become  so  exasper- 
ated at  this  selfish  conduct,  that  they  want  to  se- 
cede, and  be  annexed  to  Pennsylvania. 
In  the  meanwhile,  Pennsylvania  baa  chartered 


the  Pittsburgh  and  Steubenville  railroad  company, 
and  for  some  months  past  they  have  been  hard  at 
work  grading  that  part  of  the  line  which  is  in 
Pennsylvania.  Some  few  weeks  since,  an  adver- 
tisement ap(>eared  in  the  Ohio  papers,  subscribed 
by  Jesse  Edgington  and  Nathaniel  Wells,  inviting 
proposals  "  for  grading,  bridging  and  completing 
about  six  miles  of  railroad  on /Aetr  land'nx  the  val- 
ley of  Harman's  Creek." 

This  is  the  pan-handle  part  of  the  Pittsburgh 
and  Steubenville  railroad.  Every  land  owner  on 
the  line  has  given  or  sold  the  land  to  those  two 
men,  who  are  two  of  the  most  respectable  citizens 
of  that  county.  They  do  not  need  any  charter  to 
build  a  railroad  on  their  own  land.  The  contracts 
were  made  for  completing  the  road  before  the  1st 
of  December,  as  they  mean  to  be  in  operation  be- 
fore the  Virginia  Assembly  has  time  to  pass  any 
new  penal  statutes.  When  the  road  is  in  opera- 
tion, it  will  be  protected  by  a  certain  slight  amend- 
ment that  was  put  on  the  post  route  bill  in  Con- 
gress last  winter,  declaring  that  all  railroads  and 
parts  of  railroads  shall  be  post  routes  as  soon  as 
such  roads  and  parts  get  into  operation.  Thus  it 
is  intended  that  this  brilliant  invention  of  the 
Wheeling  folks  shall  "  return  to  plague  them." 

In  this  way  do  people  contrive  "  to  whip  the 
Devil  round  the  stump,'  and  to  accomplish  the 
same  objects  that  they  would  had  they  been  free 
to  act,  with  this  difterence — a  vastly  increased  an- 
noyance and  outlay.  A  dam  does  not  stop  the 
course  of  a  river.  The  water  turned  out  of  its  nat- 
ural path,  finds  vent  in  another  direction.  So 
with  our  railroad  enterprises.  If  they  cannot  be 
secured  by  a  straightforward  course,  a  tortuous 
one  will  be  pursued,  which  in  the  end  will  lead  to 
the  same  result. 


ClBclmnatl  aad  Ghleaf*  Railroad. 

Wc  copy  the  following  letter  from  the  President 
of  this  road  addressed  to  the  Indiana  State  Journal : 

To  correct  a  rumor  that  is  afloat  calculated  to 
injure  an  enterprise  in  which  a  portion  of  our  State 
is  deeply  interested,  I  ask  the  use  of  your  columns 
to  correct  some  representations  that  are  abroad  as 
to  which  route  is  nearest  and  I)est,  from  Indians^ 
oils  to  Chicago. 

The  road  from  Logansport  to  the  Northern  Indi- 
ana Railroad,  is  now  under  contract  to  Messrs  De- 
grafi',  Shoemaker  &.  Co.,  upon  terms  within  the 
ability  of  the  Company  to  comply  with.  The  road 
from  the  Calumet  river  to  Logaiisport,  has  been 
surveyed  and  located,  and  the  contractors  were  at 
Logansport  last  week  to  commence  operations  on 
the  heaviest  work  on  the  line  in  the  vicini/y  of  Lo- 
gansport; but  owing  to  a  misunderstauding  with 
regard  to  the  depot  grounds,  the  Company  request- 
ed a  months  time  to  fix  upon  a  starting  point.  The 
work  is  to  be  entirely  completed  within  eightheen 
months  from  the  1st  of  July  last.  This  company 
is  consolidated  with  the  Cincinnati,  Logansport 
and  Chicago  Railway  Company,  forming  one  lin« 
fVom  Chicago  to  Richmond.  This  line,  with  the 
Peru  road  to  Kokomo,  will  enable  you  to  reach 
Chicago  in  179  miles  from  Indianapolis.  We  do 
not  wish  to  detract  from  the  merits  of  any  other 
enterprise,  but  simply  say  Logansport  is  East  of  a 
direct  line  from  Indianapolis  to  Chicago,  and  that 
it  is  absurd  to  say  a  line  18  miles  fanher  East  is 
the  nearest  oi  best  route  iVom  your  city  to  Chicago. 

The  distance  from  Logansport  to  Chicago  is 
102  miles,  and  from  Logansport  to  Peru  by  Wa- 
bash valley  17,  making  119  miles  from  Peru  to 
Chicago  by  way  of  Logansport.  By  the  Peru  and 
Chicago  road  from  Peru  to  Rochester,  is  28  1-2 
miles;  from  Rochester  to  Plymouth,  20 miles;  from 
Plymouth  to  Laporte,  29  1-2  miles,  and  from  La- 
porte  to  Chicago,  61  miles  by  the  road  with  which 
they  propose  to  connect,  making  from  Peru  to  Chi- 
cago 134  miles;  or  if  you  come  down  to  Kokomo, 
at  which  point  the  distance  to  Logansport  is  but 
two  miles  more,  then  to  Peru,  you  save  in 
distance  30  miles  in  going  to  Chicago  from 
Indianapolis,  and  make  the  Wabash  Valley 
and  Logansport,  and  Chicago  roads  from 
Peru,  by  Logansport,  to  Chicago,  13  miles 
nearer  from  Peru  to  Chicago,  than  by  their  road 
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proposed  to  Laporte,  called  the  Peru  and  Chicago 
railroad. 

I  send  you  a  published  copy  of  our  contract  of 
consolidation,  Ac.        Yours  respectfully, 

W.  WEIGHT. 


General  Internal  improTenent  Law  of  Ten- 
eaaee> 

At  the  time  of  the  passage  of  this  law,  we 
believed  it  adapted  to  advance,  in  an  eminent  de- 
gree the  interest  of  Railroad  Companies  and  the 
prosperity  of  the  State.  Experience  has  some- 
what modified  our  expectations.  The  law  pro- 
vides for  the  use,  by  certain  Railroad  Companies, 
of  the  credit  of  the  State  to  the  amount  of  $8000 
per  mile,  when  such  companies,  shall  have  pre- 
pared their  road  beds  for  the  rails.  The  claim  of 
the  State  is  not  in  the  shape  of  a  vwrtgage,  but  is 
a  lien  created  by  law.  Now  $8000  per  mile  is  not 
more  than  one  half  of  the  amount  that  the  com- 
panies in  Tennessee  will,  as  a  general  rule  be 
compelled  to  borrow.  For  the  additional  $8000 
per  mile,  the  companies  will  have  to  rely  upon  a 
second  mortgage.  It  is  found  so  difficult  to 
negotiate  a  loan  under  a  second  mortgage,  wt 
think  that  the  Tennessee  Companies  would  find 
that  they  could  borrow  what  they  need  under  one, 
and  &  first  mortgage,  upon  better  terms  than  to 
take  the  State  aid  for  a  part.  Capitalists  would 
much  prefer  lending  $16,000  per  mile  upon  a  first 
motgage,  than  $8000  per  mile  upon  a  second.  It 
the  last  sum  could  be  negotiated,  certainly  the 
first  could  When  therefore,  a  company  is  com- 
pelled to  borrow  more  than  $8000  per  mile  the 
provision  for  State  aid  is  clearly  no  advantage. 

The  object  of  the  law  was  to  furnish  a  sufficient 
credit  to  Railroad  companies  to  enable  them  to 
purchase  the  iron  and  equipments  for  their  roads. 
The  law  was  passed  at  a  time  when  iron  could  be 
imported  for  $37  per  ton.  It  is  now  worth  double 
that  sum.  All  kinds  of  machinery  have  advanc- 
ed very  largely.  To  carry  out  the  spirit  of  the 
law,  the  State  should  increase  the  sum  per  mile, 
in  proportion  to  the  increased  cost  of  material,  or 
should  allow  a  mortgage,  say  of  $8000  per  mile, 
to  come  in  on  the  same  footing  as  the  State  lien. 
Unless  something  of  this  kind  be  done,  Railroad 
companies  will  find  the  aid  that  they  have  so  con- 
fidently counted  upon,  will  be  rather  a  stumbling 
block  in  the  way,  than  any  real  service. 


TYRES. 


LOCOMOTIVE  AND  OAR  WHEHL  TYRES,  froni  the  Manu- 
factory of  the  celebrated  and  well  biiown  Iron  Works  of  the 
LOW  MOOR  CO.,  in  England,  are  flimi«hed  by  the  sub^4cribe^, 
Agent,  by  direct  iraportetiona,  ready  Welded,  Blocked,  and  Roll- 
ed, from  Mily  ONa  bar  and  with  only  unb  weld,  at  a  coet  much 
below  that  of  auy  other  stamp. 

Importations  through  the  last  year  of  nearly  3000  Singk>  welded 
Tyres,  which  are  now  foiuid  running  on  the  important  Riilways, 
have  rendered  them  in  almost  exclusive  use,  and  their  iierformaiico 
of  over  20,000  miles  each,  have  elicited  the  highest  recomnicuda- 
liona  of  their  superiority. 
All  work  of  this  Company  is  warranted  to  give  satisfltctioa 
Sample  Tyres  may  be  seen  at  the  Crystal  Palace,  Mew  York, 
and  at  my  Warehouse,  9  Liberty  Square,  Boetoa 

W.  BAILEY  LANG, 
'.•,-.:■.-       -  24  Broad  WAT,  N.  Y. 

9  Liberty  Squark,  Boston. 


LITHO€}RAPinr. 

'PUBLISHIBS,  Oivil  b  jineen,  MirhteWi,  a*l 
X     quiring  Lithograptaa,  pteio  or  in  ookm,  eudapu 
higb  floiata  or  Utair  dedgiM,  aknc  with  prompUMH  ud  4 

SAVU)  OHILLAa,' 
„     .  M  Sooth  Srd  Street 

Maylat,  USS.  PhilmdelyUa. 

rilroad  iron. 

TWO  THOrSAND  TONS  Erie  Pattern,  68  lbs.  to  the  yard, 
already  shipped,  aod  expected  here  soon— for  sale  bv 
38tr  J^SN  H.  HICKS,  M  fieavtr  tt. 


N.  York  and  A.  Haven  H.  K. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commencing  Mondq^,  May  9, 1863. 
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TKAIMS  FROM  JTBW  TORt         i  TRAUI«  TO  S«W  TOBK. 

7  A.  M.— AccemmodaUon  to|5.80  A.M.— Special,  from  Port 


New  Haven, 
8  A.  M. — Express  for  Boatoo, 
■topping  at  Stam- 
ford and  Bridge- 
port. 
9.10  A.M.— Special  for  Port 
Chester. 


Chester. 
6.00  A.M. — Commutation  (hwi 

New  Havea 
0.16  A.IC— Accommodation  fir 

New  Haven. 
8.16  A.1L— Accommodation  fan 

New  Havea 


1130  A.M.— Accommodation  <br;».36  A.Jt— Expreus  fwm  New 


New  Havea 

3-00  P.H— Express  for  New 
Haven,  stopping  at 
Stamford,  Norwalk 
and  Bridgeport. 

4.00  P.M. — Accommodation  for 
New  Haven. 

5.00  P.M. — Express  fur  Boston, 
stopping  at  N.  Ha- 
vea 

6.36  P.M.— Commutation  for  N. 
Havea 

e.30  P.M.— Special  for  Port 
Chester. 


Haven,  Stopping  at 
Bridgeport,  Nor- 
walk aiid  Stamford. 

1-07  P.M.— Boatoo  Exprebs, 
stopping  at  Bridge- 
port, Norwalk  and 
J  Stamford. 

MO  P.M.— Special,  from  Port 
Cheater. 

4.00  P.M. — Accommodation  (hi 
New  Havea 

9.30  P.M.— Boyton  Express, 
stopping  at  Bridge- 
port, Norwalk  anO 


Stamford. 

GEORGE  W.  WmSTLER,  Jr.,  Sup't 
Neu  Haven,  May,  1853^ 


SIXTY  MILES  DISTANCE  SAVED!— ONLY  THIKrV-61X 
AND  A  HALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHKRN  RAILROAD  LINE,  carrying  the 
Great  Western  U.  S  Through  Mail— FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSUA,  and  aii 
Forts  on  Lake  Michigan.— Through  ft-om  Butlalo  to  Monroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  followiiig  muguiiiceiit  and  unequalled  steamers  from  the 
line  between  ButlifUo  and  Monroe  : 

EMPIRE  STATE.  J.  WiLsos,  Commander,  leaves  Butblo 
Mondays  and  Thursdays. 

SOUTHERN  MICHIGAN,  A.  D.  Pkrkins,  Commander, 
leaves  BuD&lo  Tuesdays  and  Fridays. 

NORTHERN  INDIANA,  L  T.  Phkatt,  Commander,  teaves 
BuDUo  Weduesdays  and  Saturdays. 

One  of  tlie  above  t-plendid  steamers  will  leave  the  Michigan 
Southern  Railroad  Line  Dock,  at  9  o'ckKsk,  P.  M.  every  day, 
(except  Sundays)  and  run  direct  through  to  Monroe  without 
laudu^,  in  14  bout»,  where  the  Lightning  Ezpreae  Train  will  be 
in  waiting  to  take  passeiigcru  direct  to  Chicago  in  8  liours  ;  ar- 
riving next  evening  after  leaving  Buflklo. 

THE  LAKE  SHORE  RAILROAD. 
runs  in  connection  wittitliis  line,  forming  the  only  continuous  line 
of  Railroad  to  Cliicago  and  the  Iliiuois  River. 

For  Through  Tickets,  b>-  New-York  and  Erie  and  Butfdio  and 
New-York  City  Railroad  via  ButfaJo,  or  by  the  Pegple's  Line  of 
Steamboats,  Hudson  Ri>  er  Railroad  \ia  Albaii>  and  Bul&lo,  ap- 
ply to 

JOHN  F.  PORTER,Agent, 
No.  193  Broadway,  corner  Dey-et,  N.  Y. 
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Railroad  Iron. 

Tons,  T  paiturii,  weighii»  about  67  IbB.  fier  >-ar<1, 
of  Guest  &.  Co'b  luukc-  (GL).  nhurtly  expected  at 
liiis  t•or^  foraale  by      BOOAMAN,  JoHKtiTON  *  CO., 
Sept.  7.  90  profclway.  New  York, 

Railroad  Iron. 

THE  Sub«criber!<  are  at  all  times  i>rt;parcd  to  enter  into  coo 
tracts  for  Railroad  Iron,  of  MexKfi!.  Oliext  4c  Co.  or  other 
leading  nuuiulactur;rs°  make,  dc-livere^  free  on  board  rcMeta  in 
England  or  iu  thi«  counti}'.  i 

BOORMAN,  iOHNSTON  A  CO.. 
Sept  7.  90  Browlway,  New  York 


Stuart,  Serreli  6l  Co., 

CIVIL  ENGINEERS, 

I  I  Booms  Zi,  24,  28  &  27, 

167  Broadway,  New  York. 
Charlbs  b.  Stcart,  EbIward  W.  Sirrill, 

Damel  Marsb,  Sa^oel  McElrot. 


India-Rubber  Railroad  Car 
Springrs,  etc. 

THE  UNITED  STATES  CAR  SliRING  COMPANY,  hav- 
ing conii>leted  tlieir  new  Factory,  >irc  manufacturing  and  fUr 
iii.-liiiig  to  Haitroad  Camjtamts,  and  i:ar  Builders,  RL'BB£K 
i/PHiKGH  o(  xiK  best  quuliiy,  on  tM  luovt  tavurable  terms 

Also,  McMulk^i's  superior    WHITE  UOUE,  not  only  for 
RaiiroadK,  but  all  otlier  i>urjK»es,  aucl  of  aiiy  size  or  thirkno 
required.                                            Olice  No.  ^  Clifl  street. 
Aug.  10, 1863.        8m !  n„w  Xork. 


B. 


Drawiiiif^.l 

BLANDOWSKI,  Topograpiiical  and  Orna- 
mental Draughtsman  and  Designer.  Maps 
accurately  drawn,  eiJaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations,far- 
uiture,  fences  and  omaiuenial  foundry  work.  Ai> 
chitectural  designs.  Drawinks  ^xmq  nature  care- 
fully prepared.  j 

Refere.nces.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  "Works,  corner  of  Franklin  and 
Center  streets,  New  York.  Also  H.  V.  Poor,  Esq., 
Editor  Railroad  Journal,  and'  Zerah  Colbum,  As- 
sistant do.  J      J 

Address,  care  of  Railroad  Journal,  9  Spruee 
street  New  York.  ; 

i^ak. 


Country  Bonds,    among 


SIMEON  DRAPER,  46  Pi^  alt.,  ofiers  for  sale 
a  variety  of  Railroad  Builds  and  Stocks  :  also. 
State,  City,    Town  and 
which  are  : 

State  of  Pennsylvania  -5  pe^  cent,  coupon  Bonds, 
$1,000  each,  coupons  payable  iFeb.  1  and  Aug. 
1,  in  Philadelphia,  mature  18(77. 

State  of  Georgia  7  per  <Jent:  coupon  Bonds, 
S600  each,  coupons  payable  Ian.  1  and  July  1,  in 
Savannah,  mature  1861.        j 

State  of  Wisconsin  12  per  cent,  coupon  Script, 
for  improvement  of  Fox  an^  Wisconsin  Rivers, 
whole  issue  S'7o,000,  coupon  payable  Jan.  1,  in 
New  York,  mature  1862. 

SUte  of  New  York  5  pet-  cent.  Canal  Certifi- 
cates, interest  payable  in  Ne^  York. 

City  of  Troy,  N.  Y.,  6  peif  cent.  Bonds,  whole 
issue  $500,000,  Bonds  $1,000  each,  coupons  pay- 
able Jan.  1  and  July  1,  in  New  York,  mature 
1867  and  1872. 

City  of  Newburg  6  per  cent.  Bonds,  whole  issue 
S100,OOo  coupons  payable  March  1  and  Sept.  1,  In 
New  York,  mature  1873.  j 

City  of  Racine,  Wis.,  7  perj  cent.  Bonds,  whole 
issue  S300,000  bonds.  SoO0  and  Sl.OOO  each, 
guaranteed  by  the  R.J.  and  Mississippi  Railroad, 
and  convertible  into  its  stock,  coupons  payable 
Jan  1  and  Jnly  1,  in  New  Ycjrk  mature  1872. 

First  Mortgage  Convertible  7  per  cent.  Bonds  of 
the  Buffalo,  Coming  and  Kew  York  Raih-oad, 
whole  issue  $550,000,  couptms  payable  in  New 
York,  April  land  Oct,  1,  mAtnre   1867. 

First  Mortgage  Convertible  7  per  cent.  Bonds 
the  Western  Vermont  Railroad,  yrhole  issue  S400,- 

000.  cupons  payable  in  New  ^'ork  Jan  1  and  July 

1,  mature  1861-71.  I 
First  Mortgage  Convertible  7   per  cent.  Bonds 

of  the  Columbus,    Piqua  and  Indiana  Railroad, 


Mew  York  and  Crie  R.  R. 

PASSENGER  TRAINS 

leave  Pier  foot  of  Duaoe  street, 

as  follows,  viz : — 

DAT  KXFRSSS,  at  6  a.  ra.  for  BuflSUo  direct,  over  the  N.  Y. 
and  £.  R.  R.,  and  the  Buflalo  and  N.  York  City  E.  B.,  without 
change  of  baggage  or  cars  ;  and  also  tbr  Dunkirk. 

Maii.,  at  8  a.ro.  for  Dunkirk  and  fiuffiUo,  and  all  intermediate 
gtatioos.  Pai^sengers  by  this  train  will  remain  over  night  at  any 
ritation  iKjtwoen  sjusquebanna  and  Coming,  and  proceed  the  ncit 
morning. 

AccoNMODATiOM,  at  12)^  p.tn.  for  Delaware  and  all  iutormo- 
diate  statioui^. 

Wat,  at  3j^  p.m.  for  Delaware  and  all  intermediate  atatioos. 

Night  Exprbss,  at  6  p.  m.  for  Dunkirk  and  Buflklo. 

Emiorakt,  at  7  p.m.  for  Dunkirk  and  all  intermediate  statiooa. 

On  Sundays  only  one  Express  Train— at  6  p.m. 

The  Expreea  Traiuij  connect  at  Dunlurk  with  the  Lake  Shore 
Railroad  for  Cleveland.  Cincinnati,  Chicago,  etc.,  and  at  BuflUo 
with  tirst  class  splendid  steamera  for  Cleveland,  Sandusky,  Tole- 
do, Detroit  and  Chicago. 

OHAS.  MINOT,  Bup^t 

BRANDS'    LIQUID, 

FOR  DISSOLVING  AND  PREVENTING 
INCRUSTATIONS  IN  STEAM  BOILERS, 

IS  acknowledged  by  all  wbo  have  used  it.  to  be  the  best  pre- 
ventive ever  introduced  to  the  notice  of  the  public.    It  i£  not  j 
ii^rious  to  the  Boilers,  even  if  used  in  large  qtiantities,  and  is  i 
ix>w  in  general  use  in  a  great  part  of  Europe,  on  Railroads  and 
SteamtK>at8,  and  for  Stationary  Boilers.  | 

By  the  use  of  tliis  liquid,  old  incrusted  boilers,  and  principally 
tubular  boilers,  which  fhjra  Uieir  construction  are  in  general  very  j 
dilflcult  and  in  some  cases  impossible  to  be  cleaned,  may  be  fro- 1 
ed  from  incrustation  in  a  few  days,  and  by  the  continued  use  of 
it  kept  entirely  free  from  any  future  accumulation,  thereby  in- ! 
creasing  the  generation  of  steam,  reducing  the  consumption  of  i 
fUel  and  diminishing  the  danger  of  expk)eioni>.  J 

The  proprietors  of  Brands'  Liquid  are  so  cofifldent  of  the  mer- ' 
iU  of  this  inventwn,  that  they  oUer  one  barrel  graii*  to  particB  whole  issue  of  S600,00b,  ooupous  navable  in  New 
vriUing  U)  mak«  a  trial,  and  to  be  paid  tor  only  U,  ca«.  of  auc ;  york  Jan.  1  and  July  1,  mature  1862. 

Directiooa  for  the  use  of  Brands'  Liquid,  with  testimouials,  to-       First  Mortage  ronveriibIei7  per  cent.  Bonds  of 

gether  with  lUU  particulars,  may  be  obtained  ft-om  the  Agenu,      the  Mississippi  and  Rock  Rjver  Junction,  whole 

C^SS«^.^d  Kata°E^nS^^«,       |  issue  »400  000  co„pou. pay»|e  i^  New  York  Jan  1 

Auf-  Wi  IW*.  883  Broadway,  N.  Y.     |  *!»<*  July  1,  l*»oa. 
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First  Mortgage  Convertible  8  por  cent.  Bonds  of 
the  Milwaukee  and  Misiii&aippi  Bailroad,  whole 
issue  S600,000,  coupons  pavabie  in  New  York  Jan. 
1  and  July  1,  1802. 

First  Mortgage  7  per  cent.  Bonds,  Corning  and 
Blossburg  Railroad,  whole  issue  $150,000,  coupons 
payable  in  New  York  May  land  Nov.  1.  mature 
1873. 

First  Mortgage  7  per  cent.  Bonds,  Toledo,  Now- 
walk  and  Cleveland,  whole  issue  $525,000  couiwns 
pavabie  in  New  York  Feb.  1  and  Aug.  1,  mature 
1863. 

First  Mortgage  7  per  cent.  Bonds,  Mansfield  and 
Sandusky,  whole  issue  S730,000,  coupons  payable 
in  New  York  Jan.l  and  July  1,  mature  1860. 

First  Mortgage  7  i>er  cent.  Bonds  Vermont 
Valley,  whole  issue  $386,000,  coupons  payable  in 
New  York  April  1,  Oct.  1,  mature  1861. 

First  Mortgage  7  i)er  cent.  Bonds  Troy  and 
Bennington  Railroad  whole  issue  $100,000  coupons 
payable  in  Troy,  New  York  Jan.  1  and  July  1, 
mature  1862. 

First  Mortgage  7  per  cent.  Bonds  New  Jersey 
Central  Railro^,  whole  issue  $1,600,000,  coupons 
payable  in  New  York  Feb.  1  and  Aug.  1.  mature 
186070. 

First  Mortgage  7  per  cent.  Bonds,  Briinswick 
Canal  Co.,  whole  issue  $200,000,  coupons  payable 
in  New  York  Jan.  1,  July  1.  mature  1857. 

Also,  Second  Mortgage  Bonds  of  many  of  the 
above  Companies,  and  7  per  cent  Bonds,  Saratoga 
and  Washington  Railroad,  whole  issue  $340,000, 
coupons  payable  in  New  York,  mature  1862. 

7  per  cent  Bonds  Troy  and  Boston,  whole  issue 
$300,000  coupons  payable  in  New  York  April  1 
and  Oct.  1,  mature  1864. 

10  per  cent.  Bonds  Mansfield  and  Sandusky 
Railroad  Co.,  whole  issue  $170,000,  coupons  pay- 
able in  New  York  April  1  and  Oct.  1,  mature  186i5' 
57. 

7  per  cent.  Mortgage  Bonds  of  the  Atlantic 
Steamship  Co.,  whole  issue  $700,000,  coupons  pay- 
able in  New  York,  mature  1865. 

8  per  cent.  Convertible  Bonds  of  the  Michigan 
Cential  Railroad  Co.,  whole  issue  $2,459,500, 
coupons  payable  in  New  York  April  1  and  Oct.  1, 
mature  1860. 

Notice  to  Contractors. 
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PROPOSALS  for  the  Grading,  Masonry  and 
Bridging  of  portions  of  the  Qirard  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Journal  OflSce,  New  York,  on  the  1st  of  October 
next. 

Plans,  Profiles  and  other  required  information 
will  be  furnished  at  that  time.  The  entire  length 
of  the  road  is  226  miles ;  commencing  at  Girard, 
in  Russell  County,  on  the  west  bank  of  the  Chat- 
tahirchu  river,  opposite  Columbus,  Oa.,  and  run- 
ning to  Mobile,  62  miles  south  of  Girard,  is  under 
contract,  23  miles  nearly  complete.  The  amount 
of  subscription  up  to  date  is  $2,766,000.  The  pro- 
bable cost  of  the  road  is  $4,000,000. 

That  portion  of  the  line  between  Greenville  and 
Mobile  (116  miles)  will  be  placed  under  contract 
as  soon  as  the  Mobile  subscription  of  $1,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President. 

GEO.  S.  RUNEY,  Chief  Engineer. 

Girard  Railroad  Office,  6<A  July,  1863, 


To  Contractors. 
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SEALED  PROPOSALS  will  be  received  at  the 
OflSce  of  the  Chesapeak  and  Delaw'are  Canal 
Company,  No.  64)^  Walnut  street,  Philadelphia, 
until  the  16th  day  of  September  next,  for  the  con- 
struction of  the  NEW  LOCKS  to  be  made  on  the 
Chesapeake  and  Delaware  canal.  Plans  and  spe- 
cifications for  said  Locks  will  be  exhibited  at  the 
oflBce  of  the  Company  on  and  after  tbe  8th  of 
September. 

^^  ANDREW  C.  GRAY, 

President  Ches.  and  Del.  Canal  Co. 


^^ 
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L«ulk  of  ipaa,  aijruiaf  i*«rt  aTUM  fiMt  wHk  HT- 
fMt  Mf«t7  for  ftj  kuttl  tnv«L  Tb«  ak«v*  nt 
wprweato  a  Waedra  Bri^  with  ■  tt4  TIm  arraaf*- 
■eal  for  Um  Irea  Bridif*  w  Mtk  m  fo  *t*i4  aD  Ui« 
bad  efleeta  ofclMafM  olTMMranir*.  For  •  fall  dea- 
•riptiM,  M«  Miaphlatt;  for  nrth«r  iaformatioa.  rea- 
rMtiaf  Dodak,  riflita,  le«..  aifiy.  br  len«r  or  other- 
la  Ataa  Wmzn,  m  Jc»««a  P.  Tvarn,  Pro- 


Notice  to  Contractors. 

BUFFALO  &.  PITTSBURGH  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  the 
Engineer's  ofSce  in  the  city  <>f  BulTalo,  until 
i,he  20th  day  of  September  next,  for  the  gradation, 
masonry,  and  f  )r  the  entire  construjition  of  the 
line  of  road,  (about  75  miles)  between  the  city  of 
Buffalo  and  tne  Pennsylvania  state  line,  in  the  val- 
ley of  Tunangwant. 

Plans  and  specifications  will  be  ready  for  in- 
spection at  the  oflSce  of  the  engineer  on  and  after 
the  10th  day  of  September  instant.  The  proposals 
may  be  made  for  the  grading,  masonry,  ties,  fenc- 
ing and  entire  construction  in  a  single  pro{K>sition 
or  for  tbe  same  and  all  items  separately  and  in  in- 
dependent propositions  ;  and  proposals  as  above 
for  a  single  section  or  any  number  of  sections  will 
be  received,  the  company  reserving  the  right  to 
reject  such  propositions  as  are  not  satisfactory. 
Any  Airther  information  desired  may  be  obtained 
by  addressing  Hon.  Orlando  Allen,  president  of 
the  company,  Buffalo. 

Proposals  are  invited  from  contractors  of  ability 
for  the  whole  road.     Buffalo,  Sept.  1,  1863. 

£.  R.  BLACKWELL,  Chief  Engineer. 

Notice  to  Contractors. 
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THE  UNDERSIGNED  will  receive  proposals,  at 
the  railroad  office  in  Indianapolis,  to  construct 
the  Evansville,  Indianapolis^and  Cleveland  Straight 
Line  Railroad  from  Evansville  to  Indianapolis. 
The  proposals  will  be  for  the  whole  line,  150  miles, 
more  or  less,  or  for  cither  of  the  three  sections  of 
about  50  mileseacli.  First  from  Evansville  to  the 
crossings  of  the  Ohio,  and  Mississippi  railroad  in 
Davise's  Co., ;  second,  IVom  that  point  to  Spen- 
cer, Owen  county ;  Third,  From  that  point  to  In- 
dianapolis. The  bid  will  be  for  the  whole  work  the 
com  )any  finding  the  iron,  chain;,  andspikes),  up  to 
the  rolling  machinery,  or  for  the  earth  and  rock- 
work  alone.  The  proposal  will  state  what  part  of 
the  pay  will  be  received  in  real  estiite,  bonds,  and 
stock  of  the  company. 

0.  H.  SMITH,  PrcsiderU. 
WiLLARD  Carpenter,    Vice  President. 
Augt.  13,  1863. 

Railroad  Spilces. 

THK  Subscribers  arc  manufhcturinj;  Railroad  Spikf  wiUi 
SwBTT's  Patent  Improved  Machines;  aiid  are  prepared 
to  execute  orders  for  any  quantity,  oo  the  most  favorable  terms. 
These  Spikea  are  made  of  the  best  quality  ofiroiL,  and,  for  thape 
and  flnUh,  are  superior  to  any  others.  Railroad  companiea  and 
others  in  want,  .-ire  rospcctftilly  solicited  to  orJer  a  xamplc  bo- 
fore  purcha^iiiK  t-lsou  hf^re.  All  orders  will  receive  prompt  at- 
tentioa  8WETT,  ELLIOT  ic  CO. 

PitUburgh,  Pa.,  Aufjust  25,  18S3. 


OFFICE  CINCINNATI,  HAMILTON  and  DAY- 
TON Railroad  Company.— Cincinnati,  Aug. 
9th,  1863. — The  directors  of  this  company  hare 
this  day  declared  a  dividend  of  five  i>er  cent,  on 
their  capital  stock,  payable  to  the  stookholders  re- 
gistered in  Cincinnati  on  demand,  and  to  those  re- 
gistered in  New  York,  on  and  after  the  25th  inst., 
at  the  ofllce  of  the  Ohio  Life  Insurance  and  Trust 
Company,  in  New  York. 
Im.  FRANK  S.  BOND,  Sec'y. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  «•  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  oispatch. 
They  respectflilly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printino  of  Exhdbiti, 
T\me-tables,  Circulars,  Tickets,  tf-c.,  <f<.  ,..,:.. 

J.  H.  SCUUJLTZ  &  CO. 

New  Yvrk  April  9,  1868. 
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HENRY  Y.  POOR,  Editor. 
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i^f  The  Mecltaniad  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerah 

COLBURN. 
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term,)  in  construction  1  We  presume  we  are  far  Tate  oi  dividend  of  their  morej  pradrnt  neiflilK.rs. 
within  boimds  when  we  put  the  amount  at  SIO,-  Here  is  one  ol' the  weak  spot!  wiili  the  Erie.  lUi 
000,000,  a  sum  eciual  to  the  entire  c&pitol  stock,  capital  stock  is  merely  nomin,tl  It  has  ncvtr  go,ir 
The  company  admit  that  nearly  this  amount  has  um^j  ^Af' roorf.  Now  with  all  hcTjompetition  that 
gone  to  shaves,  discounts,  etc.  It  is  also  well  i exists  in  railroad  cons tructior  at  the  present  time, 
known  that  the  estimates  of  competent  engineers  not  a  penny  must  be  lost,  to   enable   our  eastern 


Aiuerlean  Railroad  Journal. 
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Erie  Railroad. ->Coat  of  Tranaportatlon  on 
K.allroada« 

There  is  a  strong  movement  in  Erie  stock.  As 
money  is  still  tight  for  speculative  purposes,  and 
as  the  rise  in  Erie  is  out  of  all  proportion  to  the 
advance  of  other  stocks,  we  have  a  right  to  sup- 
pose that  the  present  movement  proceeds  from 
certain  parties  who  are  understood  to  have  gone 
into  this  concern  at  a  high  figure,  and  are  now  tak- 
ing this  method  of  shifting  their  responsibilities 
upon  other  shoulders.  Such  we  suppose  to  be  the 
fact.  In  the  speculation  in  the  stocks  it  is  immate- 
rial to  us  who  win  or  lose ;  but  for  the  benefit  of 
those  who  may  be  desirous  of  purchasing  for  other 
purposes  than  speculation,  it  may  be  well  to  submit 
a  few  considerations  touchiug  the   value  of  Erie 

stock.  '.-t^-i-.v'i-.    >  •:>■:. 


The  first  question  that  presents   itself  is,  how 
much  moaey.hM  b««n  M,  Cto  use  an  inoffensive  ^a,  of  course  can  declare  only  one  half  ofthe 


have  been  exceeded  by  over  S16,000,000.  We 
never  heard  any  competent  person  estimate  the 
sacrifices  of  the  company  at  less  than  the  sum  we 
have  named.  We  therefore  assume  this  as  the 
amount  actually  lost. 

Now  experience  has  fully  proved  that  the  earn- 
ings of  railroads,  unless  they  possess  extraordina- 
ry advantages,  (which  the  Erie  does  not,)  cannot 
be  made  to  exceed  the  ordinary  rates  of  interest 
of  other  investments  of  a  permanent  character. 
The  reason  is  obvious.  The  profits  of  labor  or  bu- 
siness, regulate  themselves.  If  any  particular 
branch  pays  betttr  than  another,  capital  flows  in- 
to the  former  till  the  profits  are  brought  down  to 
the  ordinary  standard.  So  with  Railroads.  But 
there  is  a  good  reason  why  the  stocks  of  railroads 
should  pay  less  than  the  profits  of  ordinary  invest- 
ments. We  know  that  a  railroad  cannot  be  built 
without  largely  increasing,  probably  dmoblmg,  the 
value  of  the  property  upon  its  route.  A  person 
living  upon  its  line  can  very  well  afibrd  to  sub- 
scribe SIOOO  to  a  road,  even  though  the  investment 
prove  a  total  loss ;  because  by  doing  so,  the  value 
of  his  property  may  be  increased  ten  times  that 
sum.  Our  people  are  influenced  to  take  stock  pre- 
cisely by  this  mode  of  reasoning ;  and  numerous 
roads  are  constructed  where  the  raliu  of  their 
stocks  is  considered  a  matter  of  comparative  in- 
difierence.  The  tendency  of  all  this  is  to  bring 
down  the  value  of  railroad  stocks^  upon  the  princi- 
ple of  supply  and  demand,  to  a  point  below  the  av- 
erage value  of  other  investments.  If  therefore,  a 
a  railroad  sacrifices,  or  wastes,  a  portion,  or  all  of 
ItB  capital,  the  amount  lost  cannot  still  be  yield- 
ing an  income  ;  for  we  must  remember  that  our 
roads,  (the  Erie  particularly,)  enjoy  no  monopoly, 
but  that  their  business  is  competed  for  by  other 
roads,  some  of  which  are  certain  to  have  been 
cheaply  built,  and  to  be  well  managed  ;  and  as 
the  best  are  content  with  moderate  dividends  upon 
au  actual  outlay,  the  companies  whose  capital  re- 
present a  sum  tvfice  as  great  as  the  cost  of  their 


companies  to  pay  even  moderktt-  dividends.  There 

is  no  getting  around  this.   Th  i  a^iount  of  business 

done,  will  make  little  or  no  d  fference ;  for  no  fact 

t 
in  railroad  economy  is   better  settled,  than   that 

the  1' /;>cn.<<?.<;  of  a  road  increase  in  the  same  ratio 
as  its  receipts  The  Erie  road  having  no  capital 
stock  invested,  has  no  cxpenmturc  upon  which  to 
base  a  dividend.  They  may  b;  dtclared  for  a  time, 
as  they  have  been,  but  will  n^t  aii  inexorable  ne-  ■ 
cessity  soon  come,  in  and  put  ast4>p  to  all  such  pro- 
ceedings? ^ 

But  were  not  such  the  fact  and  had  not  a  pen- 
ny been  lost,  is  the  Erie  ean  ing  any  thing  upon 
its  Slock  1  To  determine  thi4  tact  we  may  have 
to  resort  to  the  results  of  th^  operations  of  other 
roads,  as  the  reports  of  this  c|)mpany  do  not  fur- 
nish the  necessary  data  by  fwhich  to  determine 
this  question.  We  know  hoi-  much  has  been  re- 
ceived T^T  mile  for  passengers!  an&  per  ton  of  fre't 
carried  on£  mile,  and  bow  much  per  mile  run  by 
the  trains,  but  from  the  manqer  in  which  the  com- 
pany's reports  have  been  mafe,  we  have  no  means 
of  determining  what  has  beeii  the  actual  cost  of 
the  above  items  upon  this  roan.  We  must  therefore 
determine  their  amounts  froni  aoemparison  ofthe 
cost  of  similar  items  on  othee  roads,  whose  longer 
experience  under  a  judiciousj  system  of  manage- 
ment, furnish  us  with  anthorjtative  data. 

The  question  of  cost  of  tratisportation   by   rail- 
road has  been  thoroughly  considered  in  Massachu-    . 
setts,  particularly  iu  the  cas<i  ofthe  Western  rail- 
road.    The  stockholders   of  that  company  being  > 
desirous  of  ascertaining  the  c^st  of  moving  persons 
and  propeity  on  their  road,  ai^d  also  the  cost  com- 
pared with  other  roads,  appo^^  a  committee  to 
investigate  this  subject.     Atj  the  request  of  thia    . 
committee,  Mr.    Swift,  the  president  of  the   road 
went  into  an  elaborate  examijiation  of  the  matter, 
and  found  from  the  experieno|e  of  five  years  oper- 
ation of  eight  ofthe  leading,  ^nost   profitable,  and 
best  managed  Massachusetts  h>ad8,  that  the  actu- 
al cost  of  moving  a  passenge^  or  a  ton  of  freight 
was  equal  to  1.445  cents  per  mile.     The  following 
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table,  prepared  from  official  sources  will  sliow  the 

result  arrived  at. 

Filattment  shoicinii  I  hi:  number  of  jta:(xeni(i:r.'s  and 
dms  oj  freighl  carried  nfne  mile  ;  the  total  expenses 
unit  Msl  per  passseiiiicr,  iir  per  Ion  of  frciiihl,  on 
thr  fc>/ti>iri(to  roil  lis  fur  a  pi-riutt  of  o  in  ars,e  tiding 
Jan.  1,  1853: 

No.  of  pass, 
and  number 
of  tons  car- 
ried one  mile, 
aggregate. 

Western 213,026,i'52 

Boston    and 

Worcester.l26,499,^5G 
Bos.  &  Me..  92,9t)7,71)0 
Fitchburg...  82,702,-ft>0 
Boston     and 

Lowell...  82,227,452 

Eastern 74,720,643 

Boston     and 

Prov 50,118,288 

Old  Colony..  30,198,135 


Gross  ex 
penses. 
2,937,593 

1,899,845 
1,237,515 
1,077,169 

1,258,519 
985,066 

860,220 
721,912 


Cost  per  pas- 
senger, or  per 

ton  per  mile 

carried. 

1.373  cents. 

1.502  " 
1.330  " 
1.302    " 


1.535 
1.318 

1.716 
1.994 


759,390,026  10,977,839     1  445  cents. 
The  gross  receipts  upon  the  above  roads  for  the 

same  iwriod,  were  $21,744,518  ;  or  2.860c.  per  ton 

or  per  passenger  carried  one  mile. 
The  operations  of  the  Erie  road  for  the  past 

year  were  as  follows  :  (See  McAlpiue's  report  for 

1852,  page  71.) 

No.  of  passengers  and   tons   of  freight 
carried  one  mile 177,877,249 

Gross  earnings  for  do 3,265,845 

Total  miles  run 2,389,271 

Received  per  passenger  or  per   ton  of 

freight  carried  one  mile 1.840  cents. 

Estimating  the  expenses  of  the  Erie  road  to 
equal  those  on  the  Massachusetts  roads,  which 
have  been  long  in  operation,  and  thoroughly  built 
equipped,  and  under  a  system  ofdiscipiinc  the  re- 
sult of  years  (jf  training,  and  we  have  .395  cents 
per  passenger,  or  i)er  ton  carried  one  mile  as  the 
net  income  on  the  Eric  road  ;  and  by  multiplying 
this  sum  by  177,877,249,  and  we  have  an  aggre- 
gate net  income  of  S702,6 15  for  the  past  year,  instead 
of  $1,878,192,  as  claimed  by  the  company,  or  a 
trifle  over%  theamountclaimed,  and  asumS557,- 
",86,  less  than  what  was  paid  for  interest  alone.  Now 
does  not  the  extraordinary  increase  of  over  $7,- 
000,000  in  the  capital  account  within  a  i>eriod  of 
17  months,  extending  from  October  1,  1851,  to 
March  1, 1853,  without  any  sufficient  cause,  go  far 
to  sustain  our  view  of  the  matter,  that  the  net  in- 
come for  the  past  year  did  not  exceed  $702,616 
and  that  a  very  large  sum  was  charged  to  cu7i- 
slritclion,  which  should  have  been  charged  to  rim- 
tiing,  account  1 

By  reference  to  the  above  table,  it  will  be  seen 
that  the  cost  of  moving  a  ton  of  freight  or  passen- 
ger on  the  Western  road  averages  1.373  cents  per 
mile.  The  receipts  of  business  of  this  road  are 
greater  in  proportion  to  its  mileage  and  cost  than 
the  Erie.  It  is  ceitainly  oi>erated  with  equal,  and 
we  think  with  much  greater  economy.  Estimating 
the  cost  of  movement  the  same  upon  the  Erie  aa 
upon  the  Westarn,  the  net  receipts  upon  the  for- 
mer the  past  year  were  .467  cents  per  mile,  or  an 
jiggregate  of  3830,687  or  nearly  $860,000  less 
than  the  interest  upon  the  present  funded  debt  of 
the  company. 

We  have  stated  that  there  is  a  necessary  ratio 
l)etwcen  the  busivess  of  a  road  and  its  cost.  This 
may  strike  some  readers  with  surprise,  but  both 
reason  and  experience  proves  such  to  be  the  fact. 


We  think  we  have  already  shown  that  the  invest- 
ments in  the  stocks,  (as  distinguished  from  bonds) 
of  railroad  cannot  be  expected  to  pay  better,  nor 
in  fact  so  well  on  the  average,  as  in  other  kinds  of 
business.  CompctiUoa  regulates  this  matter  of 
profits,  so  that  it  does  not  necessarily  follow,  that 
because  a  road  doubles  its  gross,  it  increases  the 
rate  of  its  net  earnings.  That  such  is  the  result, 
experience  fully  proves.  The  Mossachusetts  roads 
being  much  the  oldest  in  this  countiy,  furnish  the 
best  illustration  of  the  principle  we  have  laid  down. 
We  find  thiUi  thou^i  the  iseeeipts  of  those  have  in- 
creai^ed  rapidly,  they  have  not  been  able  to  in- 
crease or  even  to  maintain  theirrates  of  dividends. 
As  a  matter  of  curiosity,  as  well  as  of  general  in- 
terest, we  have  compiled  the  following  table  from 
the  returns  of  the  Massacbusetts  Railroads  to  the 
Legislature,  showing  the  progressive  increase  of 
the  cost,  gross  and  net  receipts,  with  the  dividends 
paid  for  the  past  1 1  years. 

Table  showing  the  cost,  orosb  and  net  earning8 
anddivinendsopseveral  mas8achcsett3  roads 
for  11  years,  endinoj4n.  1,  1863. 
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It  will  be  seen  that  the  profits  of  the  above  roads 
reached  their  highest  point  in  1847.  The  divi- 
dends paid  that  year  averaged  8  4-10  per  cent., 
against  7  1-6  per  cent,  for  the  past  year,  or  a  fall- 
ing off  of  1^4  per  cent.,  or  1232  P^r  cent,  of  net 
earnings.  In  the  same  time  the  average  price  of 
their  shares  has  fallen  from  109  to  96)^2.  Li-his 
result  illustrates  what  we  stated  in  the  commence- 
ment of  this  article,  that  the  earnings  of  railroads 
cannot  be  maintained  above  the  ruling  rates  of 
interest  in  the  community  where  they  are  situated. 
Competitivn  is  reducing  the  profits  of  the  Massa- 
chusetts railroads,  and  it  will  in  the  same  way  af- 
fect the  profits  of  those  in  the  other  States.  It 
will  be  borne  in  mind  that  the  above  are  the  best 
managed  and  most  profitable  of  the  Massachusetts 
road,  with  incomes  much  larger  upon  their  cost 
and  mileage  than  Erie ;  roads  that  have  been  built 
and  mana-^ed  with  a  great  degree  of  economy. 

We  thus  see  that  upon  roads  where  nothing  has 
been  lost  in  construction,  only  moderate  dividends 
can  be  maintained,  notwithstanding  their  receipts 
may  be  very  large.  Does  it  not  follow  as  a  ne- 
cessary consequence,  that  where  large  sums  have 
been  lost,  dividends  must  sufler  in  the  same  de- 
gree. This  is  the  weak  spot  in  Erie.  The  cost  of 
this  road  has  reached  an  enormous  figure,  for  its 
age;  the  aggregate  being  over  $31,000,000,  or 
about  $70,000  per  mile  !  The  cost  of  the  Massa- 
chusetts roads  in  our  table  was  $17,878,200  in 
1844,  when  they  had  reached  about  the  present  age 
of  the  Eric.  To  correspond  with  these,  the  cost  of 
the  Erie  up  to  the  present  time  should  not  have 
exceeded  $21,000,000.  If  this  sum  could  now  be 
the  starting  point  of  this  road,  then  the  increased 
receipts  might  be  expected  to  keep  pace  with  the 
coil  of  the  work.  But  the  total  cost  of  the  road 
will  advance  with  a  rapid  pace,  which  must  carry 
up  the  aggregate  to  some  $45,000,000,  or  $100,000 
per  mile,  in  the  course  of  a  few  years,  if  the  pre- 
cedents adduced  are  applicable  to  the  Erie  road. 
In  the  meantime,  other  roads  are  in  progress  that 
will  soon  begin  to  divert  a  portion  of  its  business, 
and  reduce  its  earnmgs  to  a  moderate  profit  upon 
the  sum  actually  invested.         "...':■-'■  S  ,.', 

Another  fact,  having  an  important  bearing  i^>on 
the  present  case,  is,  that  the  gross  earnings  of 


Erie  are  less  than  that  of  any  successful  road  wc 
know  of  The  rates  of  gross  receipts  for  the  same 
services,  on  the  roada  in  our  table,  and  Eric,  arc 
as  follows : 

Massachusetts  roads 2,860 

Erie 1.840 

This  fact  accounts  for  the  deficiency  of  v€t  re- 
ceipts upon  the  last  named  road. 

With  the  data  given,  the  reader  will  make  up 
his  own  mind  as  to  the  pro  Cable  value  of  Erie 
stock.  We  vouch  for  the  correctness  of  our  figures. 
They  are  all  takeo  from  authentic  sources.  They 
teach  a  useful  lesson  in  railroad  economy.  They 
are  oalculated  to  moderate  the  expectations  of  the 
extravagant,  and  prove  most  conclusively,  that  the 
strictest  economy  is  necessary  to  ensure  even  a 
moderate  dividend.  No  one  would  be  more  ple;is- 
ed  to  see  Eric  stock  at  par  than  ourselves.  But 
we  must  look  at  things  as  they  are,  not  as  we 
would  wish  them  to  be.  "  One  Swallow  does  not 
make  summer;"  nor  can  the  errors  of  years  be 
corrected  in  a  day.  We  hope,  however,  the  re- 
forms going  on  in  this  road  will  yet  save  some- 
thing to  the  stockholders. 

Iron  Manufactures  in  Detroit* 

Manufactures  of  castings  and  machinery  are 
now  active  in  Detroit,  and  need  only  the  impetus 
which  a  moderate  and  judicious  investment  of  ca- 
pital would  afford,  to  make  this  city  especially  no- 
ted for  the  extent  and  perfection  of  its  productions 
in  iron.  The  railroad  communication  which  will 
soon  be  had  with  the  iron  regions  of  Lake  Supe- 
rior, together  with  the  canal  around  the  Sault  Stc.' 
Marie,  which  Mr.  Brooks  has  declared  shall  be 
complckd  for  the  passage  of  vessels  by  the  close  of 
1854,  will  give  Detroit  an  access  to  the  materia] 
not  surpassed,  perhaps,  by  any  city  in  the  United 
States,  with  the  exception  of  Pittsburg.  The  best 
iron  and  copper  ores  in  the  world  will  then  be 
brought  to  its  wljarves,  to  be  converted  on  the 
spot  into  all  the  forms  of  machinery  and  useful 
manufactures  to  which  such  fawjilities  would  give 
rise  in  eastern  towns.  The  demand  for  lake  boat 
engines;  engines  and  drills  in  themining  and  lum- 
ber districts  and  in  the  great  agricultural  section 
of  Michigan ;  for  locomotives  and  cars,  for  which 
the  Michigan  Central,  the  Great  Western  of  Cana- 
da, the  Oakland  and  Ottawa,  the  Military  Tract 
and  other  roads  would  give  Detroit  machinists  the 
preference ;  for  rails,  chairs,  spikes,  nails,  bar  and 
plate  iron, — would  give  a  market  for  the  produc- 
tions of  iron  in  Detroit,  for  which  no  probable  in- 
vestments of  capital  need  give  fears  of  an  over 
supply.  New  York  capital  is  now  carrying  these 
ores  to  Sharon  in  Pennsylvania ;  Cleveland  and 
Chicago  are  taking  active  steps  in  giving  them  di- 
rection to  their  ports,  while  Detroit  stops  from 
want  of  capital  to  start  large  works  for  convert- 
ing these  ores,  relies  upon  NewYork,  Philadelphia 
and  Sharon  for  their  supplies  of  bar,  plate  and  pig 
iron.  Much  of  the  pig  iron  used  is  Scotch,  and  is 
imported,  via  Quebec.      •    -  -  • 

Active  steps  are  now  taking  in  Detroit  to  make 
the  best  of  local  means,  and  to  attract  capital 
from  the  east,  in  the  prosecution  of  iron  manufac- 
tures and  from  no  investment  could  we  anticipate 
a  more  certainly  profitable  result. 

The  Detroit  Dry  Dock  Iron  Works,  planned  and 
under  the  principal  control  of  0.  M.  Hyde,  Esq., 
has  projected  the  largest  establishments  and  fix- 
tures for  the  prosecution  of  the  iron  business  of 
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any  yet  undertaken  in  Michigan.  The  present  in- 
vestments, covering  the  land^,  buildings,  and  ma- 
chinery, the  latter  of  the  ne* 
tion,  amount  to  $100,000. 
plate  the  conversion  of  iron 
those  manufactured  product 
Buildings  and  fixtures  on  a  iirge  scale  are  now  in 
progress,  and  it  ia  therefore jditHcult  to  give  any 
adequate  idea  of  the  extent  of  the  works  in  their 
present  state.  When  conipletled  they  are  expected 
to  employ  a  capital  of  3500,*00,  and  to  turn  out 
$1,000,000  of  manufactured  products  yearly.  This 
is  one  of  the  enterprises  now  inviting  capital,  and 
which,  there  is  no  doubt,  ^ill  repay  a  large  profit 
on  its  investment. 

The  foundry  and  sihops  of  DcGrafte  and  Kend- 
rick  employ  upwards  of  2  DO  hands,  and  build 
steam  engines  of  the  largest  class.  The  large  en- 
gine of  the  Detroit  Water  Works,  costing  with 
pumps  $14,000,  was  constructed  here.  Many  of 
the  large  lake  boats  have  bad  their  engines  con- 
structed here.  A  new  foundry  is  building  with 
cupolas  of  sufiScient  capacfty  to  runoflffive  tons  an 
hour,  and  a  large  pit  constricted  of  boiler  iron, 
for  the  moulding  of  shafts,  cj[linders,  etc. 

The  foundry-  of  Jack.son  a^id  Willey  is  doing  a 
large  business  for  the  Michi  jan  Central  railroad, 
besides  casting  some  heavy  i  on  work,  as  culverts, 
and  other  parts  of  r^ad  work ,  for  the  Illinois  Cen- 
tral and  other  roadsj  i 

Johnson,  Wayne  and  company  employ  above  60 
hands  in  the  construction  of  steam  engines,  and 
in  the  manufacture  of  iron  castings  for  various 
purposes. 

The  D17  Dock  Boiler  Works  of  Messrs.  Dunham 
and  Johnson,  lately  started,  now  employ  00  men, 
and  work  at  the  rate  of  250  tpns  of  boiler  iron  per 
year.  They  are  turning  out  some  very  excellent 
work. 

The  repair  shops  of  the  Michigan  Central  Rail- 
road, employ  about  450  men!  and  consume  6500 
tons  of  iron  per  annum.  Ttie  cars  and  engines 
required  ia  addition  ^to  th^  original  stock  are 
made  at  these  shops,  and  arci  produced  of  better 
quality  and  at  as  low  a  price  as  cbnld  be  delivered 
at  the  east.  The  heavy  ten  wheel  freight  engines 
now  building  at  these  shops,  under  the  su{)erintend- 
ence  of  Mr.  S.  T.  Newhall,  are  iof  the  most  thorough 
and  improved  construction,  jliaving  much  work 
about  their  frames  of  a  l)et^r  description  than 
that  usually  found  upon  eastern  engines  while  the 
cost  complete  is  but  $9000,  of-  no  more  than  the 
cost  of  engines  of  similar  capacity  sent  from  the 
east.  The  Michigan  Central  ^oad  is  insufficiently 
provided  with  motive  power,  while  many  en- 
gines of  the  original  stock  ar*  of  a  very  inferior 
class,  so  that  their  shops  are  t>ver  taxed  to  repair 
old  and  build  new  engines, !  as  fast  as  wanted. 
The  most  liberal  encouragement  is  offered  by  this 
company,  to  any  locomotive  ^tory  organizing  in 
Detroit.  1 

Although  not  engaged  in  |.he  manufacture  of 
iron ,  the  Waterbury  and  Detrbit  tapper  smeliiug 
works  deserve  some  notice,  j  l^se  works  are 
owned  by  four  of  the  principal  brass  manufactur- 
ing companies  in  Waterbury,  |  Connecticut.  Tbe 
ore  is  brought  mostly  from  ohe  North  American 
mines,  on  Lake  Superior,  600  miles  from  Detroit  by 
the  present  conveyance.  A.bout  12  tons  of  ore  &re 
smelted  daily  yielding  nine  tqns  of  pure  copper, 
valued  at  $5400.  By  another  ^ear  acqpper  roUing 
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mi]l  is  expected  to  bt-  in  operation  in  connection 
with  these  works,  from  which  a  locomotive  works 
could  derive  an  advant;ige  in  a  ready  supply  of 
coppei  lor  tiiiM:s  pipes  etc 

Altogether  luanufactiiriug  enterprise  is  extend- 
ing its  o]>eraiioiis  in  Detroit.  The  natural  advan- 
uges  of  titat  city  in  iLs  comiuandiug  position  in 
the  course  ol'  the  great  cast  and  west  commerce 
ofihc  up[»er  States,  its  relation  to  the  great  system 
uf  Canadinn  railroads,  its  unrivalled  harbor  ac- 
comodation aud  its  communications  with  the 
great  mineral  regions  of  the  country,  are  well 
understood  by  the  enterprising  and  active  portion 
of  its  inhabitants.  The  influence  with  which  the 
old  French  owuei.sliip  has  surrounded  the  place  is 
becoming  broken  and  energy  and  enterprise  are 
now  regarded  among  its  people  jisthe  sure  means 
of  success. 


Jwnrnal  of  Rallroiid  I<»«v. 

THE  R/UHTii    Ot' TlIK    M  UdRIT  V  Ot^  A  COR  PORATION. 

The  Newark  Daily  Ailvertiser  gives  an  import- 
ant opinion  lately  delivered  by  Cortland  Parker, 
Esq.,  Miister  in  Chancery,  sitting  for  the  chancel- 
lor, in  the  case  of  John  Kean  vs.  John  T.  John- 
son and  others,  and  the  Somerville  and  Eaton 
nilro.ad  company,  otherwise,  known  as  the  Central 
nulroad  company  of  New  Jersey.  The  case  was 
<Mie  in  which  Judge  Kean  tiled  a  bill  for  injunc- 
tion and  relief  against  the  defendants,  and  they 
demurred  against  the  application.  On  February 
9,  1841,  the  Eiizabethtown  and  Somerville  rail- 
road company  was  chartered,  and  in  1849-50,  be- 
ing in  want  of  funds,  the  company  borrowed  and 
mortgaged  not  only  the  road  but  its  franchises. 
These  mortgages  being  foreclosed,  the  entire  road 
fell  into  the  hands  of  Stearns  and  Colkett,  who  di- 
vided it  into  eight  thousand  shares,  one  thousand 
five  hundred  of  which  were  bought  by  the  com- 
plainants. 

In  1847  the  Somerville  and  Easton  road  was 
chartered,  and  in  1848-9  an  act  consolidating  the 
two  roads  under  the  name  of  the  Central  Railroad 
was  pas.sed,  with  the  provision  that  the  consent  of 
the  stockholders  of  tlie  Eiizabethtown  and  Som- 
erville railroad  should  be  obtained.  A  majority  of 
the  stockholders  consented  to  this  consolidation, 
but  the  complainant  and  two  other  persons  did 
not.  The  complainant  therefore  avers  that  the 
transfer  of  the  Eiizabethtown  and  Somerville  rail- 
road to  the  Central  railroad  company  was  not  va- 
lid, and  that  at  the  time  of  the  transfer  the  for- 
mer road  was  doing  a  good  business,  aud  had  ga- 
thered a  surplus.  lie  therefore  prays  for  a  disclo- 
gorc  of  the  full  amount  of  tlie  earnings  of  that 
road  from  the  issue  of  stock  by  Suarns  and  Col- 
kett to  the  present  time;  that  the  defendants 
shall  account  for  these  earnings  ;  the  transfer  be 
invalidated ;  and  the  Central  railroad  be  enjoined 
against  any  further  mortgage  of  the  property  of 
the  Eiizabethtown  road. 

To  this  application,  the  defendants  by  demurrer 
raised  the  questions  whether  the  act  authorising 
(he  consolidation  required  the  consent  of  all  the 
stockholders  or  only  a  majority,  aud  whether  a 
remedy  could  he  given  by  this  suit' 

These  and  other  incidental  questions  the  opin- 
ion argues  at  length,  and  the  chancellor  is  advised 
by  the  Master  to  overrule  the  demurrer,  and  the 
idiancellor  so  decreed  on  Aug  5,  1863.  The  argu- 
ments in  the  case  were  made  by  F.  T.  Frelinghuy- 
en  and  A.  0.  Zabriskic,  for  defendants,  and  J.  P. 


Bradley   and    Wm.   L.   Dayton  for  complainant. 

The  defendants  have  appealed  to  the  Court  of 
Errors. 

From  the  foregoing  mere  hints  of  the  objections 
by  which  the  consolidatiou  in  question  has  been 
assailed,  it  would  be  impossible  to  form  any  con- 
jecture as  to  the  prospects  and  the  merits  of  this 
case.  But  unless  the  Legislative  Act  by  which  con- 
solidation was  authorised  contains  some  extraor- 
dinary provisions,  we  should  not  think  that  the 
complainant  would  rely  upon  the  ground  that  the 
£.  &.  S.  railroad  company  have  not  acted  with 
perfect  unanimity  in  merging  their  existence  in 
that  of  another  company. 

It  is  a  general  principle  of  the  common  law  that 
in  a  case  of  mere  private  authority  and  confidence 
unless  provision  be  made  to  the  contrary,  the 
irkn/r  bochj  must  meet  and  agree  in  the  decisien. 
It  is  true  that  a  majority  of  arbiters  may  at  com- 
mon law  give  a  binding  award,  but  this  is  an  ex- 
ception to  the  general  rule.  But  in  matters  of  a 
general  nature  if  all  meet  the  act  of  the  majority 
will  bind  the  whole  body.  See  Commonwealth  vs. 
the  Canal  Company,  9  Watts,  R.  466. 

In  accordance  with  this  Common  Law  rule  is 
the  provision  of  the  revised  statutes  of  New  York, 
vol.  2,  page  255,  which  declares  that  when  any 
power,  authority  or  duty  is  confided  by  law  to 
three  or  more  persons  or  officers, — or  when  three 
or  more  jHsrsons  or  officers  are  authorized  or  re- 
quired to  perform  any  act,  the  power  may  be  ex- 
ercised by  a  majority,  upon  a  meeting  of  all  the 
persons  so  entrusted  or  empowered  unless  special 
provision  be  otherwise  made. 

But  we  should  not  suppose  that  there  was  any 
great  material  for  controversy  in  regard  to  this 
matter  even  in  States  where  no  such  declaratory 
act  has  been  passed.  Aud  moreover  the  act  of  the 
N.  Y.  Legislature  regulating  the  general  powers  of 
Corporations  expressly  provides,  that  when  the  Cor- 
porate powers  of  any  Corporation  are  directed  by  its 
Charter  to  be  exercised  by  any  particular  body 
or  number  of  persons, — a  majority  if  not  other- 
wise provided  shall  be  a  sufficient  number  to  per- 
form any  act  within  the  scope  of  their  corporate 
authority, — and  the  decision  of  s'lch  majority 
shall  be  valid  and  binding. 

Attorney  General  Legare  in  the  case  of  the 
Louisville  Railrod  Company,  vs.  Lester  2  Hamard's 
1  U.  S.  R.  522,  contends  that  the  rule  is  found- 
ed on  a  law  of  nature,  as  if  unanimity  were  de- 
manded it  would  be  impossible  for  any  Corpora- 
tion effectively  to  will  or  act. 

A  forcible  vindication  of  the  rights  of  the  ma- 
jority is  found  in  Judge  Gibson's  decision  in  St. 
Mary's  Church  7  Serg.  &,  Rawle  p.  517.  He  says 
that  the  fundamental  principle  of  every  associa- 
for  the  purpose  of  self  government  is  that  no  one 
shall  be  bound  except  with  his  own  consent  ex- 
pressed by  himself  or  his  representatives.  But 
unanimous  assent  is  immaterial.  The  assent  of 
the  majority  is  the  assent  of  all.  And  this  is  not 
only  constructively, — it  is  also  actually  true, — for 
that  the  will  of  the  majority  shall  be  taken  as  the 
will  of  the  whole  is  an  implied  but  essential  stipu- 
lation in  compacts  by  which  parties  unite  to  form 
Corporations.  Every  individual  who  becomes  a 
member,  assents  b«fore-hand  to  all  measures  that 
shall  be  sanctioned  by  a  majority  of  voices. 

But  in  regard  to  the  rights  of  a  majority,  a  dis- 
tinctioii  should  be  noticed  between  the  action  of  a 


dejinite  number  of  persons  like  a  Roard  of  Direct- 
ors,— and  an  indefinite  number  like  corporators 
whose  number  is  not  limited.  In  the  former  case, 
in  the  absence  of  any  special  provision  in  the 
case,  a  majority  of  the  whole  body  is  necessary 
to  constitute  a  quorum.      [ 

And  without  such  a  quorum  no  act  of  the  body 
is  v?lid. 

In  the  latter  case  provided  all  have  been  duly 
summoned  to  attend  the  meeting,  a  majority  of 
those  who  appear  may  act. 


Detroit     Abater    AVorks, 

The  city  of  Detroit  is  supplied  with  good  water 
from  the  river,  the  water  being  takan  at  the  upper 
part  of  the  city,  and,  with  the  growth  of  that  sec- 
tion above  the  present  source  of  supply,  a  feed 
pipe  will  be  laid  in  the  bed  of  the  river  to  a  dis- 
tance of  a  fevr  hundred  feet  beyond  the  outer  line 
of  the  docks,  whence,  by  the  strength  of  the  cur- 
rent in  the  river,  pure  water  will  be  always  reach- 
ed. The  present  works  were  planned  lor  a  city  of 
only  10,000  inhabitants  aud  are  therefore  insuffi- 
cient for  the  present  size  of  Detroit.  New  works  are 
in  construction,  however,  capable  of  affording  an 
ample  supply  for  all  probable  contingencies.  The 
present  plan  of  raising  the  water  is  by  pumps 
worked  by  high  pressure  engines,  forcing  into  an 
elevated  reservoir.  The  insufficiency  of  the  present 
system,  and  its  great  expense,  have  elicited  a  use- 
ful report  by  Jacob  Houghton  Jur.,  Esq.  the  Com- 
missioner and  superintending  engineer  of  works. 
His  last  report,  in  December,  1052  gave  the  follow- 
ing statements  and  suggestions. 

The  capacity  of  the  reservoir  when  full  is  353, 
430  gallons,  and  the  engines  are  generally  stopped 
when  the  water  is  within  18  inches  ol  the  top. 
Tabular  Statement  of  the  Duty  of  the  Engines  from 
May  \st  to  December  Isl.  1852. 

Average  Cords  of  ' 
No.  gal's  No.  gal's  wood  Cost  of 
pumped,  per  day.  consumed,  wood. 
May,  22,861,397  737,142  87.5  $154  91 
June,  24,004,611  800,164  95.98  169  00 
July,  24,413,439  787,630  111.29  198  26 
August,    27,001,527     871,017     113.9  196  63 

Sept,        27,201,125     906,704     113.9  214  12 

Oct,  30,019,530    968,372     136.39         196  37 

Nov,         21,880,387     712,679    87.75  166  69 


Total  176,812,016  826,605  746.71  1296  02 
The  above  table  shows  the  average  daily  use  of 
water  during  a  period  of  seven  months  to  have 
been  21-3  times  the  utmost  capacity  ol  the  reser- 
voir. Now,  to  give  a  full  and  ample  supply,  the 
water  should  be  kept  constantly  at  the  same  ele- 
vation in  the  reservoir,  and  the  engines  should  be 
so  run  as  just  to  supply  the  amount  drawn  off'.  But 
the  construction  of  the  engines  will  not  permit  this. 
The  two  engines  now  iu  use,  the  larger  b«iug 
150  and  the  small  one  45  horses  power,  are  both 
non  condensing,  and  are  run  at  a  high  pressure  of 
steam,  and  either  of  them,  while  being  run,  eleva- 
tes into  the  reservoir  a  larger  quantity  of  water  than 
is  drawn  off  for  supply  to  the  town,  so  that  the 
only  way  of  operating  is  to  allow  several  feet  of  the 
water  in  the  reservoir  to  be  drawn  off— to  start  the 
engine,  and  run  until  the  reservoir  is  refilled,  and 
then  stop  again,  to  go  over  the  same  routine.  Thus 
there  are  several  "runs'"  made  duringeach  day,  and 
the  head  in  the  reservoir,  vaying  at  each  „8top  ' 
and  "start,"  affects  the  supply  to  hydrants  con- 
nected with  the  pipes  in  the  more  elevated  parts 
of  the  city,  making  the  supply  irregular  and  inter- 
mittent. 

This  mode  of  operating,  caused  by  the  incapacity 
of  the  reservoir,  together  with  the  use  of  steam  at 
high  pressure  is  also  very  expensive.  The  fires 
have  to  be  kept  burning  almost  constantly,  and  at 
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each   „run"  the  steam  has  to  be  raised  with  an 
extra  expense  of  fuel. 

By  reference  to  the  tabular  statement  above,  the 
average  daily  consumption  of  water  is  shown  to 
have  been  8C6,605  gallons,  which  has  been  raised 
to  an  elevation  of  70  feet  at  a  cost  for  fuel  of  86  05. 
This  is  believed  to  be  a  more  expensive  duty  than 
thatofany  other  pumpingengine  used  for  supplying 
water  to  towns.  The  engine  at  the  Cincinnatti  works 
elevates  1,700,000  gallon  180  feet  hi-rh  for  S5  70, 
and  to  elevate  the  same  number  of  gallons  only  70 
feet  high  with  the  Detroit  engine  would  cost  S12 
46.  In  Buffalo,  a  city  twice  the  size  of  Detroit, 
the  water  is  raised  88  feet  high  for  $5  per  day. 
The  number  of  gallons  pumped  daily  in  the  latter 
city  I  have  not  been  able  to  ascertain.  Mr.  Wick- 
steed's  Cornish  engine  at  the  East  London  Water 
Works,  does  more  than  twice  as  much  duty  for 
the  fuel  consumed  as  the  Cincinnatti  engine.  From 
the  examination  I  have  been  able  to  give  to  the 
subject,  I  am  satislkcl  that  wc  are  are  operating 
the  present  works  at  a  loss  of  more  than  S1200  per 
year  for  fuel  alone,  and  if  continued  upon  the  same 
plan,  this  proportion  of  loss  will  increase  at  the 
same  rate  with  the  increase  of  our  inhabitants.  The 
only  renieded  for  this  present  and  prospective  evil, 
is  the  construction  of  a  new  reservoir  and  the  adop- 
tion of  the  Cornish  pumping  engine,  (low  pressure,) 
in  the  place  of  the  high  pressure  engines  now  iii_ 
use. 

In  the  estimate  of  the  cost  of  new  works  which 
I  give  below,  a  new  reservoir  of  the  capacity  of 
10,000.000  gals,  is  included.  The  design  is  to  build 
it  of  earth  embankments,  with  two  compartments, 
so  either  compartment  can  be  cleaned  without 
shutting  ofl"  the  supply  from  town  as  at  present. 

There  is  also  included  an  estimate  for  two  Cor- 
nish engines.  You  may  consider  it  unnecessary  to 
procure  both  of  these  at  present,  but  one  of  them 
should  be  contracted  lor  at  the  earliest  possible 
period.  The  small  engine  at  present  in  use,  after 
another  season  will  be  entirely  inadequate  to  any 
effective  duty,  as  the  probable  increase  of  inhabi- 
tants will  cause  a  greater  consumption  of  water 
than  it  is  capable  of  pumping.  And  as  no  works 
can  be  considered  complete  without  two  engines, 
one  always  being  kept  in  reserve  in  case  of  acci- 
dents, you  will  readily  perceive  the  necessity  of 
procuring  a  new  engine.  The  150  horses  power 
high  pressure  engine  can  be  retained  to  advantage 
for  the  reserve  engine  at  present.  But  in  a  very 
few  years,  you  will  probably  find  it  necessary  to 
replace  it  with  the  second  Cornish  engine. 

ExtimaU   of  cost  of  luw  vorks. 
An  earth  embankment  reservoir  of 

the  capacity  of  10,000,000  of  galls.      $50,000  00 

Two  Cornish  pumping  engines 70,000  00 

20  inch  rising  main  from  engine  house 

to  reservoir,  1  mile  1,380  feet. . .  42,565  60 

1  mile  4,670  feet  of  16  inch  pipe. . .         51,981  23 

2,200  do    of  12         do     ...  6,607  74 

1  mile  3.370  do    of  10         do     ...  21,202  40 

3,750  do    of  8  do     ...  6,690  83 

2miles3,090do    of  6  do     ...         21,129  09 

22mils.2,240do     of  4  do     ...        116,492  65 

3,750do     or 3  do      ...  3,067  42 

160  fire  hydrants  a  $35 6,250  09 

200  four     inch  stop  valves  a  $30. .  6,000  00 

20  six  do  do    a  $40..  800  00 

6  eight        do  do    a$55..  330  00 

12  ten  do  do    a  $70..  840  00 
etwelwe     do           do    a  $90..              640  00 

13  sixteen     do  do     a  $150.  1,990  00 
3  twenty     do           do    a $200.  1,000  00 

Two  hydraulic  presses  and  fixtures  1,000  00 
Expenses  of  proving  pipo.*^,  inclu- 
ding rent  of  yard  «fec 5,000  00 

3,600  tons  carted  a  50  cts 1 ,750  00 


For  contingencies  and  superintend- 
enco  and  10  per  cent 


S412.68C  76 
41,268  67 


$463,956  43 
Less  the  value  of  pipes  on  hand . . .  2,614  43 


$461,441  00 


Kail  way  Mania  • 

Cincinnati,  Sept.  12,\^bZ. 
Mr.  Editor  : 

In  the  Railroad  Journal  of  the  3d  inst.,isan  ar- 
tide  headed  "are  we  building  too  many  railroads!" 
The  views  you  express  upon  this  subject  are 
sound  and  deserve  the  attention  of  the  public,  and 
particularly  of  capitalists. 

There  can  be  no  doubt  but  that  in  Ohio  and  In- 
diana the  mania  for  railroad  building  threatens  to 
work  great  loss  to  the  parties  engaged, — at  all  ev- 
ents to  the  stock  and  bond  holders. 

Few  people  understand  the  modus  operandi  now 
resorted  to  for  the  purpose  of  getting  up  twjp  roads, 
rivals  perhaps,  to  roads  already  far  advanced  to- 
ward completion,  or  finished.  T  should  not  say 
finished,  for  until  our  roads  are  i)rovided  with  dou- 
ble tracks,  extensive  depot  facilities,  and  corres- 
ponding e()uipmciits,  they  cannot  be  considered 
finished.  The  Journal  is  right,  in  saying  that  the 
old  roads  will  continue  to  supply  the  market  with 
bonds  to  enable  them  to  lay  their  second  tracks, 
and  make  the  necessarj'  improvements  for  several 
years  to  come. 

I  have  been  an  attentive  ob.scrvej  for  the  jiast 
year  or  two,  of  the  means  resorted  to  in  the  west, 
to  start  new  and  merely  rival  projects,  .ind  will 
give  you  a  brief  sketch. 

Mr.  A.  B.,  who  has  been  a  public  man,  and  who 
is  still  ambitious  to  keep  himself  prominently  be- 
fore the  public,  conceives  the  project  of  a  railroad 
and  desirous  of  being  its  president,  looks  into  the 
general  laws,  or  hunts  up  some  old  charter  and 
finds  that  a  sub.-scription  of  a  few  thousand  dollars 
will  enable  him  to  organise  a  board  of  directors. 
This  done,  he  waits  upon  some  noted  contractor 
who  has  made  some  noise  in  the  world,  the  e<lat 
of  whose  reputation  he  wishes  to  secure  for  his  road 
which  he  places  under  contract  before  it  is  even 
finally  located.  Extravagant  i)rices  are  submitted 
to  for  the  use  of  the  contractors  name,  and  con- 
tracts are  entered  into,  to  be  carried  out,  i)rovid- 
ed  the  eloquence  of  the  president  can  humbug 
the  citizens  and  farmers  into  a  sufiicicnt  subscrip- 
tion to  commence  operations  with.  The  line  is 
partially  surveyed,  and  a  demonstration  is  made 
by  putting  a  few  laborers  to  work  at  prominent 
points.  Certificates  of  stock  are  easily  provided, 
which  are  freely  offered  to  certain  parties  for  puf- 
fing the  project  into  importance.  Subscription 
books  are  circulated,  and  when  cash  is  wanting, 
real  estate  at  prices  far  exceeding  its  actual  value 
taken  for  s/^cX,— next  follow  eflbrts  to  raise  by 
mortgage,  a  little  ready  money,  and  the  work, 
according  to  the  papers  "goes  bravely  on."  Soon 
the  president  makes  his  appearance  in  Wall  street, 
fully  prepared  with  statislica  to  show  that  his  road 
is  needed;  andgives  flaming  accounts  of  large  sub- 
scriptions— but  takes  good  care  not  to  mention 
they  are  paid  or  payable  in  "wild  lands  and  water 
lots." 

Finally  a  Broker  or  Banker  is  found  anxious  to 
do  the  country  some  service — and  himself  more — 
who  takes  up  the  project.  His  interest  in  the 
matter  being  measured  the  amount  of  bonds  he 
can  sell,  he  becomes  a  cow  orker  with  the  President 
in  endeavoring  to  impose  upon  the  credulity  of 
your  monied  men.  By  a  well  contrived  and 
well  managed  plan,  a  road  may  perchance  be 
built,  that  is  not  wanted,  and  will  never  pay,  and 
capatalists  saddled  with  securities,  that  are  no  bet- 


ter than  the  road.  CerUin\  grej»i  caution  is  D'v 
cessary ,  or  the  result  I  have  forehadowcd  will  be  rei- 
alized  in  more  instances   tl  a    one,   in 

j  .     OkJC    ANU    INDI4KN*. 

Hew    Field    for  InVestmenl. 

There  cannot  be,  at  the  prcsen:  time  an  enter- 
prise which  promises  more  saff  and  remunerative 
results  from  an  investmert  of  capital  than  the 
establishment  of  locomotiAC  works  in  the  %\est. 
and  especially  at  Detroit  Mich.  There  arc  all 
the  inducements  ucede*',  such  as  facilities  for  ob- 
taining materijils  and  laboi ,  while  an  abundance 
of  cash  orders  await  the  ;iioifeer  establishment. 
There  is  manifested  a  stroig  disposition,  among 
the  roads  in  this  section,  for  encouraging  a  local 
manufactory,  the  cash  prie  ^  of  eastern  bnilt  en- 
gines, with  expense  of  1 1  ansportation  westward 
added,  being  freely  offered.  An  eastern  built  en- 
gine will  often  cost  $800  o-  $1000  for  e.\pcnsc  of 
moving  it  from  the  place  o  it^onstmction  to  the 
railroad  dock  at  Detroit,  an<|  it  is  this  expense 
whatever  it  must  neccssari  y  •inount  to,  that  the 
roads  in  Michigan  st^nd  wi  lln^  to  [>ay,  over  and 
above  the  cost  of  an  enj;ine  purchased  in  New 
England.  This  inducenie'  t  has  been  offered  to 
Detroit  capitalists  and  manufacturers  by  the 
Michigan  Central  B.uIroa(  Company,  while  the 
Oakland  and  Ottawa  roar  .stand  ready  to  close 
a  contract  for  $1,000,000  value  of  ears  and  engines 
upon  equally  liberal  terms  Nothing  delays  the 
commencement  of  the  ent(  ri)ri8C,  bat  a  want  of 
sufficient  capital.  It  is  esi  imat^  that  S500;fKM) 
could  be  invested  in  these  manufactures  at  De- 
troit which  would  repay  tv  enty-five  per  cent,  an- 
nually upon  its  ini-estment  The  profits  of  loco- 
motive building  feastward  ollen  amount  to  iLs 
much,  and  in  frequent  case;  still  more,  while  with 
the  protective  tarifi"  seeuied  by  the  charges  of 
shipping  engines  westward  and  the  equally  favor- 
able, and  in  many  cases,  superior  facilities  for 
conducting  the  business  in  the  west,  it  is  confi- 
dently believed  that  the  pr  )fit  assumed  could  be 
realized  in  the  ordinary  pr  >8ecution  of  the  busi- 
ness. The  most  favorabir  siftiation  in  the  west 
has  been  already  secured,  ind  ample  and  conven- 
ient buildings  erecte  i  fqifficient  for  the  manufac- 
ture of  one  hundred  locom<  iti\  c-s  per  aiuium.  The 
services  of  experienced  en,  ^inen-rs  liave  been  en- 
gaged under  whot»c  direction  ii  is  bclievo<l  etigiiief> 
of  the  most  improved  con;  tniciioi:  and  superior 
capabilities  will  be  consiru  ricd 

The  facilities  foa-  obtaitjing  materials  are  un- 
suri)assed.  The  Lake  Su|.vri<'r  ore  can  l>c  readily 
worked  into  any  descriptiofi  of  forged  work  with- 
out the  necessity  of  bloomif  cr ,  at  prices  much  U-as 
than  the  same  maunfactuns  can  be  produced  at 
other  places  fromp'g  or  S'  top.  Copper  is  supplied, 
rolled  into  sheets,  upon  th.-  spot.  Arrangcment-i 
are  in  progress  at  Detroit  for  the  production  of 
bar  and  plate  iron. 

The  Michigan  Central  Kai'road  Comi>any  at 
Detroit  have  already  built  some  engines  f«ir  th<ir 
own  road,  and  ha\'C  found,  that  after  inti'-vlucing 
all  the  improveiuente  snggtstod  bv  ih'-ir  own  tx 
j>erience,  and  while  they  hue  conducted  Imisiikss 
I  in  the  absencL-  of  a  system  rUized  anangeiuen'  for 
that  purpose,  they  (.-an  bni  d  their  own  enginoN  a<. 
eastern  prices,  aiKl  sccurr  at  the*  sain*-  time,  a 
bctt^-r  article.  We  would  recommend  capitali>t^ 
to  consider  this  matter  as  we  are  convinced,  th«t 
DO    more    timely    or    rtn:  unerative  iuvestmenls 
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could  be  made.  Tho  safety  of  such  invfstment  si 
beyond  (luestion,  as  the  patronage  of  the  great 
railroads  of  the  west  is  already  secured  in  favor  of 
the  proposed  enterprise.  Parties  disposed  to 
avail  themselves  oftlio  opportunity  offered  arc- 
respectfully  advised  t^  confer  with  the  Hon.  Z. 
Chandler,  0.  M.  Hyde,  Esq.,  formerly  Collector 
of  the  Port  of  Detroit,  C.  A.  Trowbridge  or  Mr 
S.   T.  Ncwhall  of  Detroit. 


Manufaetnre  oflron  ami  Alachiuci-y  In 
Cleveland. 

With  the  i)resent  demand  for  iron,  and  tlie  re- 
cent development  of  the  remarkable  ores  of  the 
Lake  Superior  Iron  region,  there  is  a  decided  ten- 
dency in  most  of  the  western  cities  for  invcst- 
mefit«  in  works  for  tlie  production  of  this  article 
in  all  its  forms.  Detroit  and  Chicago  arc  stirring 
ill  this  matU;r,  and  a  large  establishment  at  Sha- 
ron, is  already  at  work  upon  the  Lake  Sujierior 
ores.  Among  tlie  cities  of  the  west,  Clevtiland, 
however  appears  as  energetic  in  availing  herself 
of  the  advantages  of  this  braiicli  of  productive  in- 
dustry as  any  othor. 

There  are,  at  the  pri\>.ent  tin)e,  two  companies 
o;-gani/.ed  in  this  plaeo  lor  the  convcrsiun  <if  iron, 
besides  other  cstaMiblimenis  engaged  iu  snbse- 
t(aent  processes  of  manufacture.  The  Cleveland 
Iron  Works,  or  Cleveland  ai:d  .Manpietle  compa- 
ny, in  which  Messrs.  Outhwaitr  aiid  Ltlackweli,  of 
Cleveland,  are  largely  interested,  have  a  large 
tract  of  ore  lands  at  Man|uelte,  0:1  Lake  Superior 
and  have  already  erected  works  there,  employing 
as  we  arc  informed  nearly  onehnndredmen.  Their 
heaviest  investments  will  probably  be  made  in 
Cleveland,  where  their  nianufacturt  s  will  be  ami- 
pktcd  and  thrown  ujjou  the  market  in  all  the 
forms  of  boiler  plate,  bars,  rails,  spikes,  chairs, 
etc. 

The  Forest  City  Iron  Works,  controlled  chiefly 
by  Messr^.  Hayes.  Moore,  McLelland,  Ronton  and 
others,  will  immediately  commence  the  erection 
of  their  works  on  the  Lake  Shore,  about  one  mile 
cast  of  the  dock  in  Clevefand.  They  have  secured 
eight  acres  of  ground,  a  space  ample  for  the  most 
extensive  operations,  upon  which  they  will  com- 
mence during  the  present  week,  a  large  smelting 
and  relining  works  and  rolling  mill,  the  former  to 
employ  twelve  of  James  Renton's  improved  ore 
welding  fr.rnaces,  capable  of  turning  out  upwards 
of  500  tons  of  blooms  per  month.  The  furnaces 
and  other  improvements  employed,  will,  it  is  anti 
cipatcd,  effect  a  large  saving  in  the  cost  of  manu- 
facture over  that  by  the  ordinary  process.  It  is 
believed  that  bar  iron  can  be  produced  at  a  cost 
of  S28  per  ton,  allowing  S8  for  mining  and  ship- 
ping ore  to  Cleveland,  SIO  for  working  into  blooms 
and  SIO  for  conversion  into  the  marketable  arti- 
cle. This  cost  has  been  cstimatt-'d,  with  the  use 
of  the  improved  furnaces  ;is  low  as  S22  a  ton,  but 
328  is  believed  to  be  a  liberal  allowance  capable 
of  covering  all  contingencies.  The  raw  ores  will 
bo  furnished  under  a  contract  with  parties  owning 
ore  lands  in  the  Lake  region.  The  ores  secured  by 
this  contract  arc  expected  to  yield  70  per  cent  of 
iron,  and  it  is  this  degree  of  purity,  and  conse- 
quently small  amount,  of  waste,  that  will  allow  of 
shipping  these  ores  with  profit,  in  their  raw  state, 
from  Superior  to  Cleveland,  and  thereby  dispens- 
ing with  the  necessity  of  investments  at  the  Lake. 
The  location  of  these  ores  is  on  Carp  river.  The 
coal  used  at  the  Cleveland  works  will  be  a  bitu- 
minous coal,  dug  upon  the  line  of  the  Cleveland 


and  Pittsburgh  railroad,  69  miles  ft-om  Cleveland, 
and  will  be  delivered  in  Cleveland  at  a  cost  of  SI. 
70,  per  ton. 

From  this  our  capitalists  in  the  eastern  cities 
can  judge  of  the  opportunities  for  profitable  in- 
vestment in  this  business.  These  enterprises  in 
vite  capital  and  scientific  and  business  talent  from 
any  (juarter.  Money,  it  can  be  safely  said,  would 
pay  better,  if  brought  from  New  York  to  manu- 
facture iron  and  build  steam  engines  and  locomo- 
tives at  the  west,  than  if  invested  in  the  railroads 
of  that  country.  Although  the  direction  of  cai)i- 
tal  into  such  channels  might,  and  undoubtedly 
would,  opeiatc  to  advance  their  value,  and  there- 
by increase  the  cost  of  capital  demanded  for  olker 
improvement"!,  such  as  railroads,  it  cannot  be  de- 
nied that  railroads  intersecting  the  locations  of 
such  investments  would  be  in  a  better  i)ositiou  to 
negotiate  for  capital  than  under  any  other  circum- 
stances. Monej-  so  invested,  although  not  put  in- 
li>  railroads,  would  secure  a  business  for  railroads 
which  would  enable  them  tocommand  means  any- 
v.iicre. 

The  iron  whi'h  can  be  |>la<ed  on  board  of  any 
of  the  cars  rniiiiing  outof  Cleveland,  lor  le.i-s  than 
SoO  per  ton  woidd  be  suix'rior  for  engines,  boilers, 
rails,  Job  work,  and  other  piuposcs,  to  the  iron  for 
which  0)2  cents  per  pound  is  now  paid.  The 
blooms  made  from  Lake  Superior  ore,  which  Mr. 
Hayes  of  Cleveland,  i-stimates  can  be  made  for 
S28  a  ton,  have  been  sold  already  in  Cleveland  for 
5^65  a  ton,  iu  lots  of  100  tons,  and  have  received 
offers  in  Pittsburgh  of  $75  a  ton.  These  were  just 
jis  they  were  delivered  from  the  Lake,  where, 
from  the  imiKjrfect  character  of  the  works,  the  ore 
was  not  thoroughly  worked,  and  was  not  as  valua- 
ble, as  it  will  be  made  when  the  contemplated  im- 
provements are  completed.  Already  Inis  eastern 
capital  been  attracted  here,  but  in  vit,-w  of  the  im- 
mense a<lvantages  likely  to  result  from  its  invest- 
ment, we  may  say  that  not  the  one-hundredth  pari 
which  should  be  sent  here  has  been  yet  subscribed 
or  e.Kpi-nded  for  works  of  this  character. 

Many  of  the  new  railroads  in  the  west  could  be 
benefitted  by  jio  better  means  than  by  sharing  e- 
<pially,  in  an  investment,  with  iron  works  to  be  lo- 
cated bo  as  to  be  tributary  to  their  lines.  While 
the  one  investment  would  provide  for  the  cnnatruc 
lion  of  the  road,  the  other,  invited  by  every  in 
ducement,  would  provide  for  its  business  and  in- 
covu:  when  completed.  Roads  are  often  necessary 
at  the  east,  and  in  other  established  settlements  to 
accommndair  an  existing  business.  In  the  west,  or 
in  other  less  thickly  settled  and  less  wealthy  com- 
munities, they  are  expedient  to  create  a  business ; 
a  result  almost  always  effected,  but  often  retarded 
from  the  scarcity  of  capital. 

Manufacturers  of  machinery  will  be  sure  to  fol- 
low the  manufacture  of  the  material  in  places  like 
Cleveland,  and  if  is  well  enough  known  that  no 
domestic  business  can  benefit  the  seat  of  its  opera- 
tions more  than  the  manufacture  of  the  more  ela- 
borate and  finished  descriptions  of  machinery.  It 
requires  an  intelligent  mechanic,  or  body  of  me- 
chanics to  build  stc>am  engines  and  locomotives, — 
men  who  are  better  jiaid  than  those  engaged  in 
most  other  industrial  occupations.  Such  men  cre- 
ate a  wider  market  for  articles  of  comfort  and 
convenience,  and  are  better  patrons  of  religious 
and  educational  institutions  than  mere  miners  or 
mechanics  employed  in  common  trades  ! 


We  will  return  from  the  speculations  into  which 
this  subject  has  led  us,  and  give  some  further  ac- 
count, as  we  at  first  intended,  of  the  establishments 
devoted  to  the  intermediate  and  final  manufac- 
tures of  iron  in  Cleveland. 

The  Lake  Erie  Iron  Works  of  Ford  and  Otis,  sit- 
uated on  the  Lake  Shore,  west  of  Cleveland,  has 
been  engaged  for  upwards  of  a  year  in  the  manu- 
facture of  axles,  engine  frames,  shafts,  steam- 
boat and  other  descriptions  of  forging.  Some  of 
these  have  been  produced  from  Lake  Superior 
blooms.  The  present  works  occupying  a  main 
building  of  250x00  feet,  and  employing  four  of 
Lewis  Kirks  large  steam  hammers,  are  capable  of 
turning  out  2500  tons  of  finished  forgings  per  an- 
num. Large  quantities  of  axles  are  sent  to  Chica- 
go and  to  Canada.  We  ascertained  Messrs.  Ford  & 
Otis'  prices  for  engine  forgings,  and  found  them 
quite  able  to  meet  the  eastern  forges  "hah"  way," 
or  in  markets  equally  distant  from  each.  In  the 
items  of  cranks,  frames,  pedestals  and  axles,  we 
found  they  could  furnish  from  best  stock,  at  pres- 
ent Boston  prices.  This  is  a  consideration  of  the 
highest  importance  to  Engine  Builders  and  those 
interested  in  railroads  in  the  west. 

The  Cuyahoga  Steam  Furnace  Company, mainly 
in  the  control  of  Mr.  E.  B.  Sterling,  have  erected 
a  commodious  new  shop,  with  a  beautiful  condens- 
ing steam  engine,  and  heavy  and  accurate  tools 
of  their  own  construction,  and  are  now  completing 
a  very  good,  although  a  cheap  style  of  locomotive 
at  the  rate  of  two  a  month.  The  Cleveland,  Co- 
lumbus and  Cincinnati,  and  Cleveland  and  Eric 
roads  have  received  more  than  half  of  their  stock 
of  motive  power  from  this  establishment,  and  their 
officers  express  themselves  highly  pleased  with  all 
the  work  from  the  Cuyahoga  Works.  To  Mr.  Rog- 
ers, foreman  of  the  Cuyahoga  Works,  are  attribu- 
ted many  improvements  in  locomotives,  generally 
adopted  at  the  present  time  by  locomotive  build- 
ers at  the  east.  We  believe  he  applied  the  first 
graduated,  variable,  independent  cut  off"  valve,  in 
the  country. 

The  former  shops  of  the  Cuyahoga  company 
are  still  carried  on  in  connection  with  the  new 
works.  The  Condensing  engine  at  the  new  shop 
with  a  cylinder  16  by  24  inches,  consumes  900  lbs. 
of  the  Tallmadge  coal  per  day,  costing  about  $1. 
At  the  time  we  saw  this  engine  it  was  working  un- 
der a  vacuum,  or  without  steam,  for  by  opening  a 
cock  directly  into  the  cylinder  or  steam  chest,  no 
steam  could  escape,  but  Sir  would  be  drawn  in 
with  great  force.  While  working  in  this  way  it 
was  driving  a  considerable  amount  of  shafling  and 
machinery,  all  in  fact  that  had  been  placed  in  the 
shop. 

G.  W.  Sizer  &  Co.,  have  one  of  their  foun- 
dries here.  They  have  another  at  Cincinnati, 
and  one  at  Chicago.  In  their  Cleveland  foundry 
they  are  casting  large  numbers  of  chilled  car 
wheels,  and  cast  iron  chilled  engine  tires,  besides 
frogs,  chairs,  car  work,  etc.  There  is  also  a  wheel 
foundry,  we  believe  in  connection  with  Wason's 
Car  Factory,  located  east  of  the  Cleveland  and 
Pittsburgh  railroad  shops. 

William  S.  Craig,  J.  Franklin  &  Co.,  and 
McLelland  &  Co.,  have  foundries  and  machine 
shops  also  iu  operation. 

The  railroad  shops  are  among  the  more  import- 
ant establishments  of  similar  character  tn  the  For- 
Jest  city.    The  Cleveland,  Columbus  andCiucinoa- 
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ti,  and  Cleveland  and  Eric  roads,  have  a  large  re- 
pair shop  under  the  care  of  Mr.  Wm.  F.  Smith, 
formerly  of  the  Springfield  Car  and  Engine  com- 
pany, at  Springfield,  Mass.  This  is  well  stocked 
with  tools,  mostly  from  Aldrich,  Tyng  and  compa- 
ny of  Lowell.  The  engine  which  operates  the  ma- 
chinery is  of  beautiful  construction,  and  was  built 
by  Messrs.  Stone  and  Wilt.  The  two  roads  now 
run  under  one  management,  hare  39  locomotives, 
and  have  9  additional  engines  contracted  for  from 
Taunton  and  from  the  Cuyahoga  company. 

These  companies  have  also  erected  a  fine  c^r 
shop  on  the  Lake  Shore  road  east  of  the  station, 
where  they  will  carry  on  car  building  for  their 
own  road. 

The  Cleveland  and  Pittsburgh  road  has  a  repair 
shop,  soon  to  give  place  for  a  larger  and  more  com- 
plete establishmeut,  ou  the  line  of  their  road,  near- 
ly a  mile  east  of  the  station.  This  is  under  tht 
care  of  Mr.  Jacob  Hovey,  formerly  of  the  Buffalo 
and  Rochester  railroad. 

These,  then  are  the  principal  establishments  de- 
voted to  the  manufacture  of  iron  and  machinerj 
in  Cleveland.  With  her  railroad  facilities  and  her 
commanding  position  at  the  point  of  divergenc* 
of  the  western  and  south-western  travel  of  thf 
northern  states ;  with  her  abundant  supplies  of 
fuel,  and  her  ready  means  for  reaching  the  great 
iron  region  of  our  country,  we  should  not  be  sur- 
prised if,  in  a  few  years  she  should  rank  among 
the  first  of  the  manufacturing  towns  of  the  west. 


Time  and  Distance* 

We  have  ceased  to  talk  of  the  (/•stance  to  New 
York  or  Philadelphia  or  Boston,  and  the  time  is  not 
far  distant  when  we  shall  say  that,  it  is  twentj 
hours  to  Charleston,  twenty-four  hours  to  Savan 
nah,  twenty-seven  hours  toMobile,  and  thirty  hours 
to  New  Orleans. — LouisviUe  Journal. 

There  is  a  volume  of  truth  contained  in  the  above 

paragraph  whicli  it  would  be  well  for  all  engaged 
in  railroad  enterprises  to  keep  constantly  in  mind. 
Emphatically,  time  is  money  in  these  days,  and 
business  men  count  time,  making  little  note  of  ex- 
pense or  disUncc.  Hence  it  should  be  the  first 
object  of  those  constructing  lines  for  travel,  to  ob- 
tain such  griides  as  can  be  run  speedily  and  next 
cheaply.  Havinsi  secured  these  two  objects  the 
rest  willfollo  w.  On  a  straight  line,  well  managed  there 
will  be  little  danger  of  delay  from  accidents  and  if 
the  grades  be  easy  and  timetables  well  arranged 
almost  any  rate  of  speed  may  be  obtained  for  there 
is  scarcely  any  more  danger  on  a  straight  line,  at 
a  speed  of  fifty  miles  per  hour,  on  time,  than  at 
twenty. 

Take  for  illustratton  two  i-outes ;  from  New-York 
to  Buffalo  via  Albany  by  the  Hudson  River  and 
New- York  Central-Mines — distance  four  hundred 
and  seventy  five  miles — time  fifteen  hours  j — cost 
seven  dollars  fifty  cents  ;  and  from  New  York  to 
Washington — distance  two  hundred  and  thirty  mi- 
les— time  thirteen  hours — cost  seven  dollars  eighty 
cents.  The  accidents,  fatal  and  otherwise  have 
been  more  frequent  and  disastrous  on  the  latter 
than  on  the  former  route.  And  so  with  increase 
of  earnings  which  has  been  in  favor  of  the  western 
roads.  Again  it  is  idle  to  suppose  the  western  and 
southwestern  travel  will  como  nortii  via  the  Phi- 
ladelphia &  Baltimore  roads  while  they  are  so  far 
behind  the  northern  roads  in  point  of  time,  no 
matter  how  much  shorter  the  distance  may  be 
Time  is  money. 


Air  linen. 

THE  MOVEMENTS  OF  THK  WORLD. 

The  apparent  course  of  the  sun  is  from  East  to 
Wert.  The  revolutions  of  the  earth  are  from  West 
to  East.  The  tides  of  the  ocean  roll  round  the 
globe  from  Ea.>it  to  West.  The  great  trade  winds 
take  the  same  course,  ordirectly  the  reverse.  When 
Columbus  set  his  little  bark  upon  the  waters  to 
find  the  balance  of  the  world,  he  set  his  prow  nearly 
due  West. 

The  commercial  circulation  is  from  Easfe.to  West, 
and  from  West  to  East.  The  great  tide  of  emigra- 
tion, now  swelling  and  surging  over  this  globe  rolls 
undeviatingly  from  East  to  West.  All  the  active 
circulation  of  the  world  has  its  general  circulation 
from  East  to  West,  and  from  West  to  East.  The 
general  direction  ol"  our  steamships  our  commer- 
cial navy,  and  that  of  all  other  nations,  is  over 
oceans  and  seas,  still  East  to  Wrst,  or  meeting  the 
returning  tide,  from  West  to  E.ist.  The  continent 
of  North  America  lies  directly  iu  the  patiiway  of 
this  great  world's  circulation.  It  must  be  crossed. 
Nothing  can  stop  this  Ea.stcrii  and  Western  flood. 
—Hence  our  great  lines  of  Railway,  the  main 
crunks  lie  acmss  the  continent.  The  Pacific  Rail- 
road, now  rapidly  tending  to  a  fixed  fa<t.  is  but 
carrying  out  this  great  involuntary  movement  of 
the  World.  And  direct  lines  are  now  called  for 
from  East  to  West  and  the  reverse.  Hence  the 
straightening  of  old  lines  and  the  establishing  of 
new  ones.  And  here  comes  the  inevitable  necess- 
ity of  "Air  Lines."  The  most  direct  course  between 
any  two  points  of  this  great  Eastern  and  Western 
ciood  will  be  sought,  will  be  constructed,  and  will 
be  successful.  Once  it  was  thought  that  a  Railroad 
misjht  take  a  /ig  zag,  snake-like  direction,  from 
city  to  city,  from  one  village  to  another,  and  all 
was  right,  because  it  accomodated  snmfhixhj.  The 
counter,  devious,  rambling  lines,  are  all  useful,  all 
wanted,  and  will  n^pay  in  part  for  their  construc- 
lion.  But  the  one  course,  the  air  lines  tending  from 
East  to  West  will  move  this  great  flood  of  humanity 
and  matter  on  its  course  around  the  world,  and 
become  the  arteries  of  the  globe. 

We  rejoice,  therefore,  when  we  hear  of  Air  Lines 
of  Railroads.  Not  that  other  lines  are  to  be  injured, 
for  this  will  not  be  the  case,  but  that  greater  ends, 
and  greater  objects  are  to  be  accomplished,  by  di- 
rect and  straight  lines. 

The  term  "Air  Line'  was  first  applied  to  a  Rail- 
road in  derision.  It  was  at  once  adopted  by  the 
road  thus  stigmatized,  and  an  "Air  Line",  is  now 
understood  to  be  the  most  direct  route  that  it  is 
;K>ssible  to  attain  for  a  Railroad  between  two  given 
points.  All  Air  Lines,  it  is  not  supposed,  are  to  be 
entirely  free  from  curves  or  grades  but  that  upon 
such  lines  a  high  of  rate  si)eed  is  attainable,  with 
the  most  perfect  safety  possible  in  rapid  locomotion. 

The  Air  Line  Road  now  in  process  of  construc- 
tion between  New- York  and  Boston,  is  the  first  and 
most  important  in  this  class  of  Roads.  It  is  a  link 
in  the  great  central  chain  of  artificial  circulation, 
which  is  setting  with  its  strong  and  irresistable 
current,  from  East  to  West  and  from  West  to  East. 
This  road  will  save  over  25  miles  travel  in  the  di- 
stance between  these  two  great  cities.  This  Ho 
miles  in  time,  is  one  hour.  When  2000  persons 
pass  over  such  a  road  in  one  day,  it  is  a  saving  of 
2000  hours,  more  than  eighty  days ! — almost  three 
months  saved  iu  a  single  day,  by  the  passengers 
on  <>ne  Railroad !  A  saving  also  more  than  JJIOOO 
per  day  is  m<ide  by  these  2000  persons. — Then  take 
into  the  accotmt  the  exemption  from  the  usual  risk 
to  life  and  limb,  which  is  encountered  on  our  ord- 
inary roads,  the  increased  care  and  comfort,  and 
then  multiply  all  the  advantages  by  313  traveling 
days  per  annum  and  the  result  to  the  2000  travel- 
ers is  immense. 

The  account  would  stand  thus :  The  2000  per- 
persons,  in  the  aggregate,  saved  in  traveling  be- 
tween Boston  and  New  York  in  one  day  5U.0O0 
miles  in  distMice,  nearly  a  quarter  in  time,  and 
^1,000  in  cash. 

It  this  is  repeated  313  ti^es  a  year,  it  saves 
15,660,600  miles  travel 
76  years  of  timCj 
$313,000  in  Cash  / 


Revenue  of  the     V,    S>    for 
ending  Juue  30tl 

The  following  figures  will  s 
revenue,  and  the  sourCe.swhe 
the  last  fiscal  j'car,  unA  also  ho 
pare  with  the  two  previous  y 

1853 
Customs       558,931  865    47, 
Public  Lands   1,667  085      2^0 
Incidental 


how 

ni;c 


eaTS 


3.' 9 


738  624 


8  38 
nrp. 


.^01 ,337  5)74     49,7 

I.MPORTS  AND  KX  H 

The  Imports  of  dutiable  anc 
the  year,  using  the  amountof  di  ties 
basis  for  ascertaining  tlie  valu< 
as  compared  with  la-stVcar,  an 

1853 
Dutiable  322<,,0<K)  (X>0 
Free 25,00<)  00(t 


i8  380    52.312  979 


Total  =:251 .000  0(10 

Exports  produce S185,0()0 

foreign  goofls    13,000 


207,4  40  397 
(too         154,931  144 
(00  12,053  084 


SI  98,000 
Add  California  gold      33,200 


400  1       166,981228 
(  00  '        37.169  091 


S231 ,200  I  m *'      204,153,319 


(00 


the 


Excess  Imports  for      $19,800 
In  the  above  statements  no 
the  importations  or  Cxpoi 
which  will,  but  slightly  very 

EXPF.NTJITUR 

The  expenditures  of  the  Gov^n 
last  two  years  compare  as  foll^wi 
Civil  —  Miscellaneous  and 

foreign  intercourse 17,1174 

Interior — Pensions  and  In- 
dian department 5 

TV  At      .    (•••    ••■•    •■•■    ■•■•    ••       ^)*- 

Navy    10 

Public  Debt  .... 8 


U  is  proposed  to 


...I. 


Lonisville    and     iCnoxvllle   Railroad. 

This  road   will  be  about   1  10  miles  long.     lt« 
cost  is  estimated  at,  4,000,000 
raise  the  means  as  follows : 

City  of  Louisville j 

Shelby  County, ... 

Anderson  and  Mereer 

Lincoln  County 

Counties    between     Lincoln  ajid  fitate 

line I 

lndi^^dua!s • 

Contractttrs 

Leaving  to  be  raised  qpon  the 
the  couiany . . 


Total. 


tb^    ftacal    year 
1833. 

very  ueariy  the 

it'Cf'ivf'd,  (iurinc 

thJB  receipts  com- 

f  1852  &  18.51. 

18^2  1821 

327     -19,017  668 

3  269      2,352  305 

5  St'O         943  006 


free  ^fKKls  during 
received  as  the 
of  jdntialilc  goods, 
as  follow.s : 

1852 
1^3,252-507 

24,187  8'.»0 


8,287,078 
1  eference  is  made  to 
tatfon   of  foreign  coin 
general  results. 


ntiient  during  the 
955     17,379,768 


29,536      5,198,129 
>90      8,225  247 


947 
4^3 


040   8,^*28  2."6 
397   6.275  816 


S-52,0 16  818  S  16,007  896 


^reflit 


,  SI  ,000,000 
500,000 
300,000 
20«.»,<XK> 

300,«)00 
250,000 
500,000 


of 


960,000 


,S4, 000,000 


Ohio  Central  Uaklroad. 

We  learn  from  the  late  ai  nual  report  of  this 
company  that  the  whole  Western  division  is  now 
completed,  and  built  in  so  substantial  a  manner  a.s 
to  place  it  in  the  front  rank  of  irst  class  roads,  ad- 
milting  of  the  heaviest  trains  a  id  the  highest  raUs 
of  speed.  The  co^t  of  the  We<terii  division  wu  to 
the  present  time  has  bien  ^1,1  ■2,516.71 — tquai  to 
S19,873  per  mile.  The  ixinnditures  upoi  the 
Eastern  division  have  been  §7!  3,'.<8v.71.  Tli-  v\- 
Jjenditures  for  niarhiu<'ry.A:i-  <omiiion  ro  l.i>ih 
divi^iolls,  h.ive  been  $263,577  •' <'.  TIkx-  ditllront 
sumsmakethea^gr*'j;aife.\|MU'  iiuro  2,2 19.776  90, 
which  deducted  from  $2  8;9,2ll,i,  th'' gn».ss  ri-sour- 
ces  of  ihf  Company,  show  a  liaianm- t)f  resources 
on  hand  available  towanls  the  coiiipletiou  of  the 
road  of  S619,862.o4.  In  this  ^tnouTit,  liowewer, 
there  is  the  sum  of  ioO ,836.32  ilcbits  on  the  trt-a- 
surer's  books,  being  a  Ijialauce  oi  unsinttled  .ic«;ouuts, 
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the  larger  portion  of  which  will  probably  be  absor- 
bed by  unadjusted  claims  for  work  done,  malerials 
fbmished,  and  for  light-of-way  cases. 


American    iiallroad  Jonrnal. 

Saturday,  September  94,  1853. 


St«»clc  anil  noney  KarlKet. 

There  has  been  a  marked  improvement  in  Wall 
street,  since  the  past  week.  Money  has  become 
more  abundant,  and  aflor  along  pause,  specula- 
tion is  again  .tctive.  The  principal  movement 
has  been  in  Erie.  This  has  advanced  very  rapid- 
ly, and  has  recovered  some  IG  or  17  percent  from 
its  lowest  point  of  recent  depression.  The  up- 
ward movement  of  this  road  luvs  been  assisted  by 
the  dividend  of  3i  per  cent,  which  has  jnst  been 
declared  from  the  earnings  of  the  past  nine  months 
payable  Oct.  1st.  We  presume  we  sliall  have 
at  that  time,  or  on  the  Uth  of  October,  the  day 
of  the  annual  mooting  of  the  Stockholders,  a  full 
statement  of  the  condition  of  the  Company  aH'airs, 
so  that  any  criticism,  at  the  pre.seiit  time  upon 
this  act  of  the  directws.  would  be  premature. 
The  advance  in  Krie  ha.-s  .ifVeeted  favorably  all 
other  Stocks,  so  that  fhe  whole  market  wears  an 
improved  and  cheerful  aspect.  Mot»ey  is  abund- 
ant on  call,  but  is  still  not  ea.sily  had  in  hmg  time. 
There  is  little  <loinir  in  the  securities  of  ,ifir 
works,  but  prices  are  well  su^it;nlllKl  IJusiness 
of  all  kinds  is  very  active,  whicli  creates  an 
active  demand  for  money,  which  state  of  things 
must  probably  continue  for  some  time  to  come. 

Rnlltvay  In  An«<ralla. 

By  the  last  Euroi)can  .-wlviees  we  are  informed 
thatnearly  four  hundred  railway  laborers  with  their 
families  had  been  embarked  from  Southampton  for 
Sidney.  They  were  under  contract  to  work  for 
two  years  on  the  Sidney  railroad  at  five  shillings 
sterling  per  day.  If  the  gold  excitement  prevails 
a»  strongly  at  Sidney,  on  their  arrival  there,  iis  it 
did  some  months  since,  the  railway  company  may 
find  some  difficulty  in  getting  their  laborers  to  ful- 
fil their  contracts.  Many  of  them  will  probably 
prefer  trying  their  luck  in  the  mines  to  grading 
railway  track  at  five  shillings  per  diem. 

Ohio    and    9IlaaUaip|>i    Railroad. 

It  appears  from  the  recent  report  of  the  Direc- 
tors that  it  is  confidently  exi)ected  that  the  road  to 
thejunction  with  the  IllinoisCentral  railroadi(about 
sixty  miles)  will  be  completed  by  the  1st  of  Jan. 
next,  and  the  whole  line  to  Vincennes  by  the  1st 
of  July  1855.  The  amount  of  monev  alreadv  ex- 
pended, is  .f  612,604  77.  There  are  2,500  men  at 
work  on  the  line,  and  everything  is  going  on  pros- 
perously. 

Our  readers  will  find  some  interesting  notices  of 
western  roads  and  western  enterprises,  from  our 
associate,  Z.  C,  who  is  now  on  a  tour  through  that 
ttection  of  country. 

Wc  learn  that  Judge  McLean,  of  the  Circuit 
Court  of  the  U.  S.,  has  enjoined  the  Indianapolis 
and  Bellefontaine  R.  R.  from  changing  its  gauge. 
It  will  be  recollected  that  this  Co.  entered  into  an 
agreement  with  the  Columbus,  Pif|ua  and  Indiana 
R.  R.,  to  adopt  an  uniform  gauge  of  4  feet  8 J  in., 
and  for  certain  running  arrangements.  The  for- 
mer road  preferring  to  unite  with  the  Cleveland 
lines,  undertook  to  change  their  gauge  to  4  feet  10 
in.,  which  was  resisted  by  the  Columbus,  Picjua  & 
Indiana  B.  R.,  with  the  above  result. 


Railway  Sliare  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  SIOO. 
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.Mass. 


r> 


Atlantic  and  St.  Lawrence.  . .  Maine. Il60 

Androscoggin  and  ^ennebec.  "     i  56 

Kennebec  and  Portland "     |  72 

Port.,  Saco  and  Portsmouth. .  "     i  51 

York  and  Cumberland, "     !  20 

Boston,  Concord  and  Montreal.  N.  H.j  93 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. . . 

Na.shua  and  Lowell 

Portsmouth  and  Concord . . . 

Sullivan 

Coimecticut  and  Passimip.sic 

Rutland 

Vennont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cai)e  Cod  branch " 

Connecticut  River " 

Kast*:rn " 

Fall  River " 

Fitchburg " 

New  B<'dtbrd  and  Taunton.  ..  " 

Norfolk  Cotintv " 

Old  Colony...' " 

Taunton  Branch " 

Veimont  and  Massachusetts. .  " 

Worcest^T  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and.  Worcester. . .  " 

Canal '. Conn 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 


1,538,100  2,978,700  6,150,278'  264,748 
809,878  1,010,500.  2,064,458  140,561 
876,<41  800,000  2,180,0001 
123,884'  1,459,3841 
341,100i  713.606 
622,2001  2,640,2171 
none.  '  1,465 ,000! 
720,900:  3,002.094' 


1,356,500: 

285,747! 

1,649,278; 

361  1,485,000 

64l  2,078,625 

82|  3,016,634i 

717,543' 

600,000 


1241 
!  15 

47 
,  26 

61 
1120 
117 
j47 
'  61 

21 

28 
'  88 
i  63 
!  69 
{28 


none. 


651,214 

1,400,000 

673,500 


113,620  none,  85 
80,063  none'  36 

133,338i none'  45 

208,669| 6  j  98i 

23,946   11,256  none  40 

160,588   79,659  none  36 

305,806'  141,836  8   106 

287,768;  65,266  5  '  47i 

328,782  163,076  5   ooi 

I ;  6>^  90 

132,5451  61,613  8  108j 
none  — 


none 


16 


1,097,600      o50,000i  1,746,516' I none;  40 


N.  Y. 


11 


Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City . . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F. .      " 

Canandaigua  and  Elraira " 

Cayuga  and  Susquehanna ....  " 
Erie,  (New  York  and  Erie) 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) . . 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.. 
Rensselaer  and  Saratoga . . 
Rutland  and  Washington . . 
Saratoga  and  Wa.shington. . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  (Jentral " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 
Philadelphia  and  Reading. ...  " 
Philad.,  Wilnungton  and  Bait.      " 


N.J. 


42 
66 
20 
26 
46 
12 
77 
45 
165 
60 
40 
45 
62 
110 
50 
66 
61 
62 
55 
64 
91 
132 
69 
50 
47 
36 
464 
144 
130 
96 
604 
118 
36 
23 
26 
60 
41 
32 
89 
96 
65 
46 
31 
68 
66 
20 
86 
96 
98 


496,397  266,539  nonei  26 

;  14i 

the  Vt.  C  ent.  ;  99j 
opened,    none  •••• 

none;  •  •  •  • 

1 ,830,(KKi i  1 ,995,249    388,108    130,881    1)4   96 

4,076,974:  '    " 


2,486,000    2,429,100,  5,577,467 
8,500,000'  3,500,00012,000,000 

1,500,000 '  1,600,000 

302,(XK>      700,000; 


Leased  to 
Recently 


>5,160,3W 
4,500,000 

421,2951 
1,591,100; 
2,850,000 
1,050,000 
8,540,000; 

600,000 


150,000!  4,092,927 
390,000,  3,646,214 
425,000|  4,846,967 
171,8001  633,906 
193,600|  1,801,946 
500,000,  3,120,391 
none 


659,001! 
469,6o6J 
758,819 
60,743; 
229,0041 
488,793; 


112,306' 


547,015! 

1,964,070' 
250,000! 


none.  520,476 

819,743|  1,246,927 

282,3001  2,293,634 

none.  I  307,136 

2,140,536:  1,001,600;  3,203,333 

1,134,000|  171,210  1,321,945 

5,150,000|  5,319,620  9,963,769 

1,731*498 


1,050,000'  229,446 
3.623,0731  574,574 


1,457,600 
3,*O00",666 


558,861 

3,000,000 

926,000 

750,500 

2,121,110 


300,000 
472,66bi 


^  2,500,000 
iln  progres 

800,000  1,511,111 
l,641,000l  4,978,487 

440.0001 

650,000|  1,380,610 

701,600;  2,596,488 


900,0001  1,660,000  2,660,600 

1 In  progres 

879,686|  872,000  1,921,270 
In  progres 


164,2301 
67,251 
822,213 
187,4061 
218,679 
162,109, 


7  104i 

6  854 

7  101 

2>^^  J? 
6  I  66 

lYz    92i 

8  104i 
6  I  96i 
7)^117 


338,215 
227,434 
331,296 

30,066 

72,028 
241,017 

99,589 
232,787 

43,950 

23,416no'ne   60 
101 ,6101  none!  94 

24,399!  8  ;.... 

18,648none!  17 

66,900.  4>^i  68 
1,339,873'  683,1941  6>^!  98 

j j....!  63i 

253,690!  139,614!  6  I.... 

;10  !.... 

332,223'none  122 
168,902:nouei.... 
none;.... 


600,408 
329,041 
69,629 
114,410 
806,713 


428,173!  7     |104 


Recently  opened,    none'  45 

267,661 1    116,965,  4i^i  66 

Recently  opened,    none!  86 

I nonei  66 

Recently  {opened,   i ;130 


76,760 
74,241 


1,068,669 
681,446 
205,068 


480,137 
90,616 


425,509  682,400   987,627 

687,000  400,000  1,070,786 

9,612,995  24,003,865  31,301,806 

3,740,515  7,046,396|10,527,664 

4,726,260  977,463i  6,102,936 

1,876,148  516,2461  2,446,391 

22,858,600!  2,111,8241 

1,579,969!  2,969,760|  6.188,884 

360,000  201,600       607,803 

174,042  131,000;      349,775 

610,000  26,000      774,496 

850,000  400,000   1,250,000 

899,800;  940,000|  1,832,946 

237,6901  100,000      329,677 

430,936  700,000   1,043,357 

1,011,940  660,000   1,693,711 

1,500,000 4,827,49° 

1,022,420  128,000   1,220,326,    

2,197,840'  476,000;  3,245,720    603,942 


39,360.none!  68 
28,496  none' 


3,537,766;1,691,623,  7       86i 
338,783  none   75i 
324,494i  6     |  60 
44,070' nonei  32J 
I14i 
30 
70 


196,847inone 
43,609!  4 
Recently  opened,    none 

218,078|      96,737 
Recently  opened. 

173,645|    135,017 
Recently  .opened. 


Recently 
226,162 

1,388,386 
149,941 


none 


nonei 
8 
10 


986,106'  1,600,000 
1,184,5001        18,000 

600,000] 

783,9601      688,061 


2,379,880    260,899 
1,265,143    118,617 
750,000iRec6ntlv 
1,609,494    200,249 


6,656,832jl0,427 ,800 17,141,987,2,480,626 
8,860,000  2,403,276,  6,813^9'    867.7f»6 


opened 

116,706 

478,418 
79,2621  4 

316,26910 

124,7401  3>^ 
76,8901  6 
opened.  I 

106,932:  8     j 
1,261,9871  7 

383,601'  5 


30 
83 

ioo' 

160 
148* 


125 

•  •  •  • 

86} 

77J 
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Railway  Sbare  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY. 


a 
o 

ga 


t3 


§• 

o 


o 

c 


30 

47 
381    9,188,300 

38    1,660,000 

67  I 

66    

27  i 

"     •  64  I 

"  I  73  1,372,324 
"  1  22  I  685,000 
"  76  1,000,000 
"  I  62  |1,328,722 
"  107  1,400,100 
"  i  60  3,000,000 
"  i  32  i  180,000 
N  .C.  161  1,338,878 

S.  c.iio 

140  1,004,231 
■242   3,868,840 


686,887 


191  3,100,000 
,211  14,000,000 
llOl  11,214,283 

71 

60 

56 

93 

33 

88 

60 

80 
125 


776,259 
879,868 
688,611 


Ky. 


29. 
66 


836,000 
2,098,814 
1,430,150 

357,218 


Pennsylvauia  Central Peim.:260  9,768,155 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Pet^^Tsburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 
Rich.,  Fred,  and  Potomac  —     " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . 

Frankfort  and  Lexington " 

Louisville  and  Franlcfort " 

Maysville  and  Lexington. . . . 
Cleveland  and  Pittsburgh . . . 
Cleveland,  Painesv.  and  Ash 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie..  .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .     " 
Toledo,  Norwalk  and  Clevel'd     " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central 

Indiana  Northern 

Indianapolis  and  Bellefontaine 

Lawrenceburg  and  Ind 

Lafayette  and  Indianapolis . . . 

Madison  and  Indianapolis 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago " 

Chicago  and  Mississippi " 

Illinois  Central Ill 

Galena  and  Chicago 


2  9 

H 


00  •-! 

a  t-  * 


^  >. 


I"  ,• 
«  >» 
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S  o 
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u 
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10 


•E 


5,000,000 


9,827,123 


13,600,0001,943,827 


19,642,307 
1,650,000 


200,000 


In  prog. 
In  prog. 


617,625;. 


1,826,663! 
348,622: 
418,673 


503,006 
800,000 
446,036 

1,600,000 
120,000 

1,134,698 


In  prog. 
l,100,000i 
1, 631, 238  i 

In  prog.  I 

In  prog.  I 

In  prog. 
416,532 
2,965,574 


615,384; 
216,237! 
152,536 


Clileac^o  mttiA  St.  I<fl^U  Ratlwajr. 

The  lines  of  railroad,  of  the  first  importance,  as 
regards  their  uses  and  income,  are  those  connect- 
ing the  great  depots  of  trade  amd  business.  These 
are  trunk  lines,  and  have  all 


6l7 


98 


110! 
61 


th*  advantages  pos- 
roids.  Such  are  the 
fropa  Boston  to  Alba- 


from  Chicago  to  St. 
the  last  named  as  one 
t  not    only  connects 


300,000 
3,000,000 


122,861 
254,3761 


74,113nonej 
113,256,  7 


105 


176,485      74,902none 

1 iDone 

89,776| '12 

510,038!    153,898j  6 


306,187 

1,214 

168,000 


Ohio.  100  1,239,460 

"    1  71  1 

135  |3,027,000 

4fe  I 

61  

60  1,694,000 


40 
20 
36 
81 
87 
84 

167' 
67 


810,000 


2,870,784 

900,000 

2,387,200 


187 


1,760,700 


87 
64 
31 


K 
l< 
<( 
II 
l< 
II 


131 
I  83 


62 
88 
40 
72 


113 

92' 


150,000 

'm,m 


541,000 

850,000 

1,100,000 


1,371,000 

"  408,206 


In  prog. 
7, 002,396 11,000,7171    609,711|  7 

In  prog.     ! ■ . . 

945,5081    508,625   8 
934,424j    466,468:  7>^ 
296,684     163,697   9 


3,378,132 


1,596,283 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
584.902 


129,395:  71,636  8 


173,642   76,079 


87,4211  44,250 


In  prog.  I 
2,963,766 


3,655,000 
2,000,000 


194,429 
777,793 


906,000 
550,66b 


2,600,000:  321,793 

In  prog.  1 

925,000  Recently 
In  prog.  ; 


1,000,000 
1,767,000 


2,460,000 


552,000 
1,092,137 


1,650,000 

632,387 

2,400,666 

i, 932:361 


800,000 
119,600 


In  prog.  I 
2,634,167, 
1,865,000 
4,110,148 

In  prog.     I 


526,746 
640*618 


Recently 


123,306;  6 

i... 

483,46412 


125 

lis' 

169' 


80 


93 


132 

•98 


200,967 106 

72J 
80 

'70 


opened. 


314,670   10 
113,401;'.!!! 


In  prog. 

11 


1,317,140  Recentlv 

1,267,714    237,506 

In  prog.     ' 


opened. 


Recently 


opened.    . 

135,363'  15 


In  prog 

Recentlv 

760,000|  2,400,000    516,414 

In  prog 

1,353,019    106,944 


opened. 


663,100 

4,66o!666|  4,600,000 

600,666  in  prog. 


opened,   i 

268,076!-10 
I.... 


119i 
96* 
97' 


71,446  4 


103 
80 
78 
86 
70 

108 


i«-  v.-        o      X.    -  I  '       I  .  .     ^         473,548     286,152 

Michigan  Southern Mich.  815    2,499.410   2,629,000   6,430,246    592,187     293,046 

Michigan  Central "     282  4,000,000!  4,067,396,  8,614,193 ; j    8  ,1124 

P»cific Mo.  ■  88  jl,000,000'     none.     |ln  progres  RecentlvJ  opened.  I....] 


186 
124 
124i 


sessed  by  trunk,  over  branci 
Central  New  York,  the  lines 
ny.  from  New  York  to  Philidelphia,  from  Buffalo 
to  Cleveland,  from  Clevelanl  to  Cincinnati,  from 
Cincinnati  to  Chicago,  and 
Louis.  Of  these,  we  regard 
of  the  most   important 

two  leading  cities  of  the  wefct,  but  it  occupies  the 
convenient  route  of  travel  attd  comin<rce  l>etween 
sections  of  country  widely  separated,  and  abound- 
ing in  differeni  products,  in  the  exchange  of  which, 
commerce  consists.  Certai  q  atticles  of  prime  im- 
portance, consumed  in  the  v  est,  such  as  sugar,  cof- 
fee, salt,  fish,  etc.,  etc.,  wil  always  come  up  the 
Mississippi  river,  fVom  whij'h  thoy  will  be  distri- 
buted over  the  west  by  means  of  K.  R.  On  the  oth- 
er hand  most  of  the  foreign  ind  jdomestic  merchan- 
dise used  in  the  west,  will  >e  rfoeived  by  way  of 
the  LMhc!,,  and  will  l>e  distr  ibutcd  among  the  con- 
sumers in  the  same  manner  "^his  law,  or  coarse 
of  trade,  has  already  given  risfe  to  a  very  large 
commerce  between  Chicago  and  St.  Louis,  the  lat- 
ter of  which  may  be  consid.-red  the  depot  of  the 
trade  of  the  Mississippi  riv<r;  the  former,  of  the 
Lakes.  This  trade  by  me?  ns  <if  the  Illinois  and 
Michigan  canal  has  risen  to  afiifst  rate  importance, 
and  the  Illinois  river  is  now  one  of  the  great  routes 
of  commerce  and  trade  in  tie  Country.  ; 

The  river  has  been  used  th  us  far,  only  for  the  want 
of/^icWrr  means  of  inter-comEiunication.  To  supply 
this  want  is  the  object  of  the  Chicago  and  St.  Luuin, 
or  technically,  the  Chicago  an<j[  Mississippi  road, 
a  considerable  portion  of  wbich  is  completed,  and 
the  remainder  in  rapid  progressk  The  whole  length 
of  line  immediately  to  be  constructed,  is  220  miles, 
as  at  present,  that  portion  of  the  Rock  Island  and 
Chicago  road  l^etwecn  Chicago  and  Joliet,  a  dis- 
tahce  of  40  miles  will  be  usdd.  The  whole  distance 
between.  Chicago  and  .\lton:  being  about  260 
miles.  j 

Of  the  lower  portion  of  tie  IJne,  113  miles  are 
already  in  operation.  By  t  le  15th  of  October,  19 
miles  more  of  the  track  wi 
carry  the  ccmpletrd.  {>ortion 
tance  of  182  miles  from  AUon. 
junction  will  be  farmed  wiih  the  Illinois  Central 
road,  and  through  this  and  .he  Bock  Island  roads, 
a  continnous  railway  will  b^  formed  between  the 
Mississippi  and  Lake  Michigan.  This  route,  though 
some  33  miles  longer  than  i  difect  line,  will  coi^ 
mand  the  whole  travel  betwjeen*  St.  Louis  and  the 
east,  till  the  more  direct  linic  shall  be  oi>ened,  and 
will  bring  the  lower  divisioiof  the  above  road  in- 
to immediate  and  profitabfe  use.  These  connec- 
tions will  be  formed  by  thej  16th  of  October.  .\t 
that  time  the  road  will  be  earning  a  largo  income 
upon  the  cost  of  this  division,  and  a  much  larger 
sum  than  the  interest  on  tl  e  entire  funded  debt 
upon  the  whole  line  of  the  i  oad 

Between   Bloomington  aqd  Joliet,  a  distance  of 
87  miles,  the  graduation  is 
offer  no  imj)edini»'nt  to  tli<' 

ends.  Already  has  track  laying  commenced  at 
Joliet,  where  is  a  large  qua utity  of  rails.  From 
Bloomington  north,  the  trick  laying,  as  before 
stated  will  commence  abou .  the  loth  of  October 


1  be  laid,  which  will 
U)  Bloomington,  a  <lis 
.Vt  Bloomington  a 


so  far  advanced  as  to 
la\iiig  of  track  at  botk 


,_<pw;>M  wiiii«jiJijiiii«jL"w?i(^»ilPP^^^»7«w^k,iwi^jij.tjnk^iV"*^^ 
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jFrom  both  ends  of  the  northern  division,  the  lay- 
ing of  the  track  will  be  urged  forward  with  all  pos- 
sible dispatch  after  that  time.  For  this  division 
iron  sufficient  for  60  miles  of  road  is  either  already 
on  the  ground,  or  on  its  way  from  New  York.  The 
balance  is  secured  and  will  reach  the  line  of  the 
road  as  soon  as  wanted.  To  facilitate  the  laying 
(of  the  iron,  the  ties,  of  which  a  large  portion  have 
peen  delivered  upon  the  line  of  the  road,  are  be 
tng  placed  in  the  track,  so  that  the  work  can  go 
Oa  with  rapidity  after  the  frosts  set  in.    It  is  the 

!!xpectaiion  of  the  comp&ny,  from  a  careful  exami- 
latiou  of  the  work  before  them,  to  have  the  iron 
aid  upon  the  whole  line  by  the  first  of  Feb'y  next, 
at  which  time  it  is  believed  that  a  straight  line  of 
•  ailroad  will  be  formed,  (with  an  exception  oftwen- 
y-five  miles  from  Alton,)  between  St.  Louis  and 
I  .'hicago. 

This  great  work  has  thus  nearly  reached  the 
>oint  of  completion,  without  exciting  much  atten- 
:  ion,  for  the  reason  that  no  |K>pular  appeals,  and 
jio  arguments  addressed  to  the  public.were  neces- 
f  ary  to  secure  for  it  the  confidence  of  capitalists, 
^he  inherent  strength  of  the  project  was  suflScient 
iirgument  for  this  purpose,  and  has  supplied   the 

Iompany  with  ample  means  for  a  vigorous  prose- 
ation  of  the  work  which  has  advanced  with  ex- 
raordin^rj-  rapidity. 

'  The  route  of  the  road  occupies  the  shortest 
ijtracticable  line  between  its  termini,  and  has  the 
additional  advantage  of  passing  through  the  capi- 
^■^  to-l  of  the  State.  The  fact  that  no  rival  road  can 
Compete  with  it  on  equal  terms,  will  probably  al- 
ijrays  protect  it  from  rivalry  for  its  appropriate  bu- 
rfness.  It  traverses  a  district  certainly  unsurpass- 
«?d  for  fertility,  and  the  extent  of  its  resources, 
4rhich  are  already  so  far  developed  as  to  supply  a 
iterative  traffic  to  a  railroad.  From  Blooniington, 
aiouth,  is  one  of  the  best  cultivated  and  most  pro- 
ductive portions  of  the  west.  For  the  entire  dis- 
tance the  country  traversed  has  no  natural  outlet, 
in  the  shape  of  navigable  rivers,  which  fact  must 
secure  to  the  above  road  the  entire  amount  of  its 
carrying  trade.  For  this  jPction,  the  above  road 
will  secure  the  advantage  of  two  markets,  and  will 
enable  the  inhabitants  to  forward  their  produc- 
tions, at  all  times,  in  the  direction  of  the  deviand . 

\  The  earnings  of  that  portion  of  the  road  in  oper- 
ation, have  averaged  for  some  time  past,  about 
S36,000  per  month.  This  amount  will  probably 
be  increased  to  $60,000  per  month,  as  soon  as 
Bloomington  is  reached,  as  the  road  will  then 
command  the  northern  and  southern  travel.  We 
see  no  reason  why  it  should  not  become  in  the 
dutset,  one  of  the  most  prolitable  of  western  roads, 
\  'hile  it  will  be  less  liable  than  any  we  know  of, 
t )  have  its  business  drawn  off  by  rival  roads. 
The  entire  cost  of  the  road  is  estimated  at  S6,- 

t,000.  The  funded  debt  we  believe  will  be  S3,- 
,000.  The  amount  already  expended  in  con- 
struction, including  amount  due  in  outstanding 
IMitracts,  is  $6,370,309. 
A  railroad  between  the  cities  of  Chicago  and 
t.  Louis  is  a  work  eminently  called  for  by  the 
Unsiness  want.s  of  the  whole  community.  Chicago, 
^hich  bids  fair  to  become  the  commercial  city  of 
tbe  west,  is  already  the  great  point  of  concentra 
tlou  of  western  travel.  From  thence,  the  next 
step  is  to  St.  Louis.  A  railroad  between  the  two 
ii  1  necessary  to  the  convenience  of  the  business 
public,  and  to  the  harmony  of  our  railroad  sys- 


tem, and  we  are  gratified  that  this  wsut  is  so  soon 
to  be  njft  by  the  above  road. 

Oiitsltle    Connected   I<oeomotlv«a< 

Engines  arranged  with  the  outside  cylinders  and 
connections  arc  coming  more  into  favor  every 
sea.son.  Intelligent  engineers  and  railroad  mana- 
gers, having  charge  of  the  most  important  roads 
have  given  them  an  unqualified  preference.  The 
great  lines  of  the  country  are  becoming  stocked 
with  them.  Many  of  the  eastern  engine  builders 
have  produced  no  other  engines,  and  are  now 
turning  out  large  numbers  of  them,  perfected  and 
balaiiced  so  as  to  remove  the  antiquated  objection 
against  their  instairility.  Many  other  builders 
also,  in  New  England,  those  who  commenced  with 
the  "  crank  engine,"  and  who  have  continued  to 
manufacture  it  for  years  to  the  exclusion  of  other 
patternK,  are  now  building  outside  connected  en- 
gines. Hinklcy  &  Drury,  were  once  the  leading 
builders  of  crank  engines,  and  although  they  have 
not  abandoned  them,  they  are  now  turning  out 
large  numbers  of  the  "  outside  "  engines.  The 
Amoskeag  Company,  and  more  recently,  the 
Taunton  Company  have  also  relinquished  the  pre- 
ference for  the  inside  engine.  The  recent  outside 
connected  engines  by  the  Taunton  Company,  are 
not  calculated  however  to  give  credit  to  the  gene- 
ral plan  of  their  construction.  These  engines, 
among  which  arc  a  number  which  we  have  observ- 
ed on  the  Cleveland  and  Erie,  and  on  the  Detroit 
and  Pontiac  roads,  are  improperly  balanced  and 
have  already  caused  complaints  by  reason  of 
their  irregular  motion.  They  are  also  imp  erfect 
in  another  respect,  which  is,  that  their  boilers  are 
confined  at  both  sides  to  the  frames,  without  any 
means  for  expansion  except  by  straining  the  con- 
nection of  the  waist  of  the  boiler  and  the  outer 
fire-box.  This  is  a  serious  defect,  one  which  the 
most  successful  builders  of  outside  connected  en- 
gines have  taken  especial  pains  to  avoid.  The 
"  expansion  brace  "  of  the  Paterson  engines  is 
the  most  elegant  and  mechanical  means  of  secur- 
ing the  requisite  of  a  tight  boiler.  The  Taunton 
engines,  although  double  riveted  on  the  underside 
of  the  furnace  connection,  have  commenced  leak- 
ing in  consequence  of  the  absence  of  this  provi- 
sion. 

The  outside  connected  engine  when  construct- 
ed to  possess  a  secure  attachment  of  the  cylinders 
without  straining  the  boiler,  and  when  properly 
balanced  by  i)roper  cotinterwoighta  in  the  drivers  ; 
conditions  readily  fulfilled, — are  superior  to  crank 
engines  for  many  good  reasons.  The  most  import- 
tant  feature  in  their  favor  is  the  great  reduction 
which  they  allow  in  the  height  of  the  boiler  from  the 
rails,  a  reduction  amounting  to  nearly  one  foot. 
The  great  ireifiAt,  expense,  fricloa  and  danger  of 
the  double  crank  n  dispensed  with.  The  power 
is  more  directly  applied,  and  with  more  mechani- 
cal advantage  in  its  results.  The  machinery, 
much  of  which  is  reduced  in  weight,  is  more  con- 
venient for  repairs,  and,  in  running,  is  always 
under  the  eye  of  the  engineman.  The  engine  is 
more  simplified  and  a  better  arrangement  can  be 
secured  for  the  valve  motion.  The  furnace  can  be 
lengthened  to  a  greater  extent  without  interfering 
with  the  position  of  the  driving  axles,  a  very  im- 
portant consideration  where  the  curves  of  a  road 
admit  of  but  a  short  wheel  base.  One  great  ad- 
vantage in  the  reduction  of  the  height  of  the 
boiler  is  the  opportunity  afforded  for  using  a  long- 


er chimney,  an  important  consideration  upon  a 
road  limited  by  low  bridges  and  station  doors.  In 
the  case  also  of  low-wheeled  freight  engines  the 
room  gained  under  the  smoke-box  allows  of  a 
better  arrangement  of  th«  truck  frame.  The  con- 
nection of  the  back  drivers  too,  can  be  made  di- 
rectly from  the  main  connecting  rod,  without 
straining  the  forward  wheels,  an  advantage  which 
Swinburne  of  Paterson  has  secured  in  his  recent 
engines. 

On  the  whole  we  do  not  know  of  a  point  on  which 
the  outside  connection,  properly  constructed,  may 
not  be  defended,  nor  can  we  discover  an  excuse 
for  the  construction  of  another  inside  connected 
engine  for  a  narrow  gauge  road. 

TlM  Engliseh    money    niRrket--inor«*ae  ta 
tlic  rale  of  Interest. 

The  Bank  of  England  to-day  (Thursday  evening, 
Sept.  1-)  have  raised  their  rate  of  discount  to  4  pt'r 
dent.  This  time  last  year  the  rate  was  2  per  cent. 
It  was  advanced  to  2.1-2  jier  tent  on  the  6th  of 
January,  to  3  per  cent  a  fortnight  aftcnvards,  and 
to  3.1-2  on  the  2d  of  June  last.  Within  less  than 
eight  months,  therefore,  it  has  been  doubled.  So 
rapid  a  movement  is  without  precedsut  since  the 
passing  of  the  Bank  Charter  act  in  1844.  except 
during  the  panic  of  1847  and  even  then,  although 
the  rise  was  practically  more  considerable,  inas- 
much as  it  was  from  4  to  8  per  cent,  it  was  spread 
over  a  longer  period. 

There  can  be  no  question,  however,  that  the  Bank 
have  acted  soundly.  The  propriety  of  their  prev- 
ious steps  in  the  same  direction  has  been  demon- 
strated by  experience,  although  on  each  occasion 
the  public,  who  are  unaware  of  the  immediate  ex- 
tent of  the  drain  in  progress,  were  disposed,  while 
they  approved  the  principle  that  had  been  pursued, 
to  consider  that  it  had  been  carried  out  with  al- 
most undue  promptitude.  But  the  steady  diminu- 
tion in  the  stock  of  bullion  was  the  true  guide  for 
the  directors,  and  by  following  it  implicitly,  and 
thus  giving  the  system  of  Sir  Robert  Peel  its  na- 
tural cours,  they  have  saved  the  commerce  of  the 
country  from  any  violent  shock,  and  prevented  an 
extension  of  commercial  speculation  which  it  is 
now  seen  would  have  ended  disastrously. 

Yet,  while  the  necessity  of  a  continuance  of  de- 
cisive measures  is  admitted,  there  is  nothing  to 
create  alarm.*  The  causes  of  the  drain  which  has 
continued,  almost  without  interruption,  for  exactly 
twelve  months,  and  which  has  taken  away  upwards 
of  25,000,000  of  bullion,  are  all  perfectly  distin- 
guishable, although  they  have  mostly  arisen  from 
unlocked  for  casualties,  and  been  protacted  beyond 
any  period  originally  contemplated.  These  causes 
have  been: — 1.  The  shipments  of  coin  and  mer- 
chandise to  Australia,  the  merchandise  being  cre- 
ated oat  of  raw  material  imported  and  paid  for  in 
cash  while  the  returns  from  the  colony  must  in- 
volve the  lapse  of  a  year.  2.  The  rise  in  wages  and 
the  general  employment  ©f  the  working  classes,  so 
that  every  family,  including  those  that  were  pre- 
viously destitute,  have  now  perhaps,  on  an  average, 
two  or  three  sovereigns  in  their  possession.  3.  The 
demand  for  an  increased  circulation  to  meet  the 
larger  payments  caused  by  a  rise  of  prices.  4.  The 
heavy  draughts  of  the  Fnglish  and  American  mer- 
chants at  the  Chinese  ports  on  the  London  houses 
with  whom  they  have  credits,  such  draughts  being 
consequent  in  the  increase  in  the  value  of  money, 
in  consequence  of  the  hoarding  practised  during 
the  rebellion.  5.  The  augmented  demand  for  specie 
on  the  continent,  for  the  armies  set  in  motion  on 
the  Turkish  question,  which  has  caused  all  avai- 
lable credits  on  this  country  to  be  used  at  Ham- 
burg and  elsewhere.  6.  The  considerable,  although 
not  excessive,  number  of  foreign  undertakings  in 
course  of  completion  by  British  capital;  and  lastly, 
the  fears  regarding  the  harvest,  and  the  consequent 
enormous  speculations  in  wheat,  under  circum- 
stances that  hav.  been  aggravated  by  the  appre- 
hension of  equal  or  greater  deficiencies  in  France, 
Italy  and  elsewhere. 
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Among  this  singular  combinatioQ  of  powerful  in- 
fluences, those  from  the  Chinese  rebellion,  the  Tur- 
kish dispute,  and  the  deficient  harvest  have  all 
been  accidental,  whila  even  the  Australian  specu- 
lation, inasmuch  as  it  has  now  been  carried  to  a 
point  that,  not  withstanding  the  favorable  accounts 
hitherto  received  of  the  markets,  may  warrant  very 
great  anxiety,  is  also  to  be  included  as  exceptional, 
since  it  is  strangely  in  contradiction  to  the  apathy 
at  first  exhibited.    We  have  here,  therefore,  three 
or  four  of  the  most  imi)ortant  elements  of  the  whole 
movement,  which  are  to  be  regarded  as  entirely  of 
a  temporary  nature,  and  which  must  all  cease  at 
certain  limits  and  be  followed  by  a  proportionate 
reaction.  The  Chinese  drain,  serious  as  it  has  been 
must  ultimately  find  a  check  in  the  exhausted  cre- 
dits of  the  merchants  since,  however  tempting  may 
be  the  prices  at  which  they  can  now  buy  teas  and 
silks  for  cash,  the  process  will  soon  assume  a  spec- 
ulative character  that  will  excite  reserve  on  this 
side.     The  Turkish  affair  seems  already  to  have 
been  removed  from  the  list  of  dangers,  although 
the  coin  it  has  called  into  employment  may  not  re- 
turn to  its  ordinary  channels  for  some  months.  As 
regards  the  grain  speculation,  owing  to  the  want 
of  comprehensive  statistics  no  reliable  opinion  can 
be  formed  whether  it  has  yet  been  carried  beyond 
proper  bounds,  but  it  is  impossible  not  to  see  that 
there  have  been  for  some  time  indications  of  an 
ardent  tendency  in  the  market,  especially  when 
the  rates  of  freight  are  taken  into  consideration, 
such  as  usually  end  in  partial  losses.  At  all  events, 
although  a  question  which  still  depends  in  a  great 
degree  upon  weather  must  be  out  of  the  reach  of 
argument,  the  turn  which  affairs  will  take  after  the 
requisite  supplies,  whatever  may  be  their  amount, 
shall  have  been  obtained  is  a  matter  ol  certainty. 
In  none  of  these  cases,  therefore,  is  there  any  cause 
for  disquiet,  such  as  arises  from  hidden  processes 
which  seem  to  indicate  some  unsound  condition  of 
the  country  generally,  and  the  end  of  which  cannot 
be  defined.  They  may  continue  longer,  and  operate, 
as  they  have  done  already,  to  greater  extent  than 
any  one  calculated  upon  but  they  can  lead  to  no 
destructive  effects,  and  the  ultimate  recovery  from 
them  is  certain.  In  the  case  of  the  Australian  ship- 
ments the  prospect  of  an  inevitable  reaction  is  still 
plainer.    If  the  hopes  of  the  exporters  are  realized, 
the  homeward  remittances  of  gold  must  soon  be 
continuous,  and  far  exceed  any  that  have  yet  been 
received.     If,  on    the  contrxwy,   accounts  should 
eventually  come  of  falling  markets,  the  rage  for 
sending  goods  will  be  suddenly  stopped,  and  the 
proceeds  of  the  past  year  will  be  reversed,  since, 
while  we  are  receiving  payment,  although  perhaps, 
at  depreciated  prices,  for  the  supplies  already  sent, 
we  shall  be  sending  nothing  from  this  side,  and  thus 
the  stream,   instead  ol  being  a  comparatively  ex- 
clusive one  of  merchandise  from  England  to  Au- 
stralia at  a  heavy  outlay,  will  be  one  of  gold  from 
Australia  to  England,  with  little  going  hence  in 
return. 

The  remaining  circumstances  that  have  operated 
on  the  money  market,  and  which,  unlike  tliosejust 
named,  were  all  foreseen,  are  such  as  are  not  likely 
to  have  much  further  influence.  The  coin  absorbed 
in  consequence  of  the  improved  circumstances  of 
the  poorer  classes  will  not  need  any  addition,  since, 
after  each  family  has  become  provided,  as  is  now 
the  case,  withsuflScient  gold  and  silver  for  their  cur- 
rent wants,  all  surplus  accommodations  will  find 
their  way  to  savings  banks  or  general  investments. 
At  the  same  time  the  call  for  extra  circulation  ren- 
dered necessarj-  by  the  higher  prices  of  goods  can 
be  continued  only  if  the  rise  should  go  on :  and,  as 
as  it  has  already  obviosuly  been  beyond  what  can 
be  accounted  for  by  the  influence  of  the  gold  dis- 
coveries, there  wotild  be  no  reason  to  suppose  that 
this  will  be  the  case,  even  if  it  were  not  rendered 
impossible  by  the  present  movement  of  the  Bank 
of  England. 

_  Under  all  circumstances,  therefore,  the  conclu- 
sion is  evident  that  the  position  of  the  country  is 
safe  in  every  way;  and  that  at  no  distant  period  a 
decided  and  steady  reaction  from  the  existing  con- 
dition of  the  money  market  is  to  be  looked  for. 
But  this  .«afety  and  the  early  prospect  of  greater 


ease,  can  be  rendered  certain  only  by  a  vigorous  timpires  named,  questions  thiit  4an  be  correctly 
adherence  on  the  part  of  the  bank  to  the  principle !  determined  by  no  other,  andlnot  commit  a  mani- 
ofletting  the  currency  contract  with  the  efflux  of  ^^^^  ^^^^^^  ^^^  ^  ^^^^^  ^^.^^  .^  ^  g^^^^.^  ^^ 


bullion,  so  as  to  increase  the  value  of  the  capital 
which  is  being  extracted  from  us  until  the  induce- 
ment for  the  drain  shall  be  terminated  by  its  be- 
coming dearer  here  than  in  other  (}uarters.  It  may 
be  hoped  that  the  step  t:»ken  to  day  will  finaly 
answer  that  purpose,  but  another  month  must  at 
least  elapse,  so  as  to  admit  of  the  harvest  question 
being  entirely  settled,  before  any  confident  view 
can  be  arrived  at,  and  no  doubt  is  felt  that,  if  the 
result  desired  should  not  speedily  be  attained,  a 
further  advance  wili  be  adopted  without  hesita- 
tion. 

The  English  funds  opened  this  morning  a  shade 
above  the  reduced  quotations  of  yesterday,  but  the 
market  had  an  unsettled  apparrance,  and  when  the 
alteration  in  the  bank  rate  of  discount  became 
known,  a  fresh  fall  took  place.  Consols  were  first 
quoted  97.3-4  to  7-8,  whence  they  receded  to  97.1-2, 
at  which  price  there  were  buyers  at  the  termina- 
tion of  business.  For  the  13th  of  October  they  left 
off  at  97.6-8  to  3-4.  Throughout  the  afternoon  in- 
cessant storms  of  rain  increasedthe  prevailing  anx- 
iety regarding  the  harvest.  Bank  stock  closed 
at227to228;  Reduced,  98.1-4  to  3-8;  Three-and 
a-Quarter  per  Cents,  100.6-8  to  3-4:  India  Stock, 
265  to  257  ;  India  Bonds,  to  18s  premium. 


pecuniary  point  of  view,  at  th 
these  mistakes  will  yet  be  cc 


same  time.  We  tnist 
fctcd. 


IllinoU. 

Mhsissippi  and  Atlantic  Railroad. — There  hav- 
ing been  no  decision  in  the  case  recently  got  up  to 
test  the  competency  of  the  above  company,  under 
the  Gen.  Railroad  Law  of  the  State,  to  construct 
their  road,  the  delay  is  claimed  by  the  AUon  inter- 
est as  indicating  a  probable  decision  in  their  favor. 
Should  such  be  the  case,   which  is  yet  by  no 
means  certain,  we  can  only  express  ou  regret  at  the 
result.    Apart  from  the  iniquity  of  the  thing,   the 
end  will  be  the  construction  of  two  roads,  where 
only  one  should  be  built.     To  gratify  a  local  inter- 
est the  right  to  construct  a  road  in  the  outset  up- 
on the  direct  and  appropriate  route  is  reftised.  This 
refusal  gives  a  temporary  advantage  to  the   AUon 
route,  which  is  some  thirty  or  forty  miles  longer, 
(St.  Louis  being  the  assumed  western   terminus,) 
than  the  straight  line.     The  grounds  of  opposition 
to  the  latt^  are,  that  should  a  charter  be  granted 
it,  the  fo^rmer  could   not    be  built ;    that  is   the 
public  would  not  aid  it ;  and  there  being  not  suffi- 
cient local  strength  for  its  construction,  it  would 
necessarily  fall  to  the  ground.     The  strength   of 
this  road  therefore  depend.s   upon  a  mere    fiction 
of  law  which  the  next  puff  of  wind  may  blow 
away  ;  for  no  one  pretends  nor  believes  that  Illin- 
ois is  going  to  adhere  to  her  niggardly  aud  mista- 
ken policy.     Should  the  Alton  interest  succeed  in 
building  their  road,  the  result  will  be  as  we  said 
before,  two  roads  where  one  only  is  needed.   Such 
is  always  the  result  of  partisan  or  partial  legisla- 
tion.    Its  operation  is  most  unjust,  and  its  conse- 
quences always  disastrous.     It  stimulates  the  con- 
struction of  works  that  are  undertaken  to  accom- 
modate local,  or  personal,  interests,  which  are  soon 
superceded  by  those  of  a  more  public  and  com- 
prehensive character,  by  which  the  former  may 
be  rendered  comparatively  worthless,  and  the  lat- 
ter less  productive  than  they  otherwise  would  have 
been.    Had  the  legislature  of  Illinois  in  the  pres- 
ent case,   lefl  the  questions  at  issue  to  be  deter- 
mined by  the  obvious  wants  of  the  public,  and  the 
profitable  employment  of  capital,  it  is  easy  to  see 
that  only  one  line,  and  that  iheslraigktlinv  would 
have  been  built.    Now  the  only  part  or  interest 
that  we  have  taken  in  this  controversy  is,  to  en 


Obi*. 

Cicreland,  Columhvs  <}-  Cincinnati,  and  Ckv€- 
land  and  Erie  Railroad s^Tneae  two  roads  now 
run  under  one  managemeill,  Ire  now  doing  a  hea- 
vy business  in  passen^eirs,  ahd  for  the  season,  a 
large  business  in  freight,  llhe  additions  made, 
since  July,  and  to  continue,  n  the  motive  power 
of  the  roads,  amounting  to  o'cr  25  per  cent  above 
the  .stock  in  July,  sufficiently  indicate  the  extent 
of  the  business,  present  and  prospective.  These 
companies,  in  connection  wi  ,h  the  Cleveland  and 
Pittsburgh  company  arc  ere  ctiug  their  rieveland 
station,  and  making  improvements  in  their  docks, 
machine  shops, etc.,  involving  an  outlay  of  S250,- 
000,  On  the  line  of  the  C.  C.  &  C.  R.  R.,  the  grad- 
ing for  a  double  track  from  (Jlevdand  to  Grafton, 
24  miles,  is  in  progress,  whil  ?  it  is  expected  that 
most  of  the  second  track  to  3|illion  will  l>e  in  use 
next  year. 

The  Cleveland  and  Erie  riad, 
the  disadvantage  of  the  brca 


although  under 
of  gauge  at  Erie,  is 


Rnilmad. — This  roa<l 
the  receipts  for  Aug- 
Tjhe  extensions  of  this 
Bridgeport,    opposite 


doing  a  very  heavy  pa.ssengdr  business.  The  stock 
of  the  Erie  and  North  East  noad,  which  embraces 
the  19  miles  of  the  odious  gauge,  is  now  controll- 
ed in  New  York  ancfBuffaloj  and  at  the  next  elec- 
tion of  directors,  in  January;  arrangements  will !« 

augc  between 
Buffalo  and  Cleveland. 

Clfvcland  and  Pittsburgh 
is  now  doing  a  fine  business 
ust  being  above  S36,000. 
road    from    Wellsville    to 

Wheeling  36  miles,  from  Wellsville  up  the  Ohio  to 
Beaver,  22  miles,  and  down  Lhc  Sandy  and  Tusca- 
rawas vallies,  30  miles  to  ^  ew  Philadelphia,  arc 
all  going  rapidly  forward.  The  coal  beds  adjacent 
to  the  line  of  this  road  will  be  the  source  of  a 
large  business  upon  the  coihpletion  of  th«  enter- 
prises now  in  hand  in  Cleveland,  whereby  much 
coal  will  be  used  in  the  manufacture  of  iron  and 
machinery.  This  company  Ijpvjngwitljdrawn  from 
all  competition  with  the  Ol  io  and  Pennsylvania 
road  for  the  western  travel,  ire  now  running  their 
trains  under  an  harmonious  arrangement  with  that 
company.  A  beautiful  and  c  ipacious  Listation  has 
been  completed  at  Alliance  for  the  accommoda- 
tion of  both  roads. 

Clcrelaitd  and  Mahonivg  Railroad. — We  learn 
from  the  Cleveland  Plaindea  ler,  that  this  work  is 
going  forward  with  great  vi^  or.  It  wilt  be  remem- 
bered that  this  road  adopt  s  the  gauges  of  the 
Pennsylvania  roads,  and  v  ill  connect  Cleveland 
and  Philadelphia  with  an  i  nifonu  gauge.  Near 
Cleveland  the  road  has  beei  altered  U)  pass  over 
the  C.  C.  and  C.  railroad,  inj  stead  of  crossing  that 
road  on  a  level  as  was  pfoposed,  whereby  all 
chance  of  collisions  will  be  pivoided. 

The  Cleveland  and  Toledjo  road  now  run  their 
express  trains  thrbugh  in  fi'e  houre. 

The  Cleveland  ami  Sandu  sky  road  is  completed 
to  Berea,  within  a  f.w  raih-s  of  Cleveland,  and 
will  be  oiM?ned  throughout  \  'ithin  two  weeks  from 
the  present  time. 

At  a  meeting  held  in  Clevjland  on  the  9thin8t., 
Erastus  Hopkins,  Esq.,  genef-al  agentof  theCleve- 


deavor  to  induce  the  legislature  to  leave  to  thejland  and  St.  Louis  Air  Line  road,  sutcd  that  tb« 


.  —v^'.^.at. . 
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proposed  road  would  be  340  miles  in  length,  and 
would  coet  $8,500,000.  He  also  stated  that  SI,- 
000,000  had  been  unconditionally  subscribed,  and 
that  S200,000  had  been  offered  conditionally, 
while  further  subscriptions  were  retained  to  await 
the  result  of  the  movement  to  raise  subscriptions 
in  Cleveland,  It  was  expected  to  raise  SI, 000,000 
inCleveland,  for  which  Mr.  Hopkins  pledged  him- 
self to  raise  S2,000,000  additional  elsewhere. 

Ocdensbnrg,  Clayton    and  Rome  Rallroadt 

The  surveys  of  this  road  are  nearly  complete 
and  maps  and  profiles  of  this  line — plans  and  spe- 
cifications of  the  work, — will  be  ready  for  exami- 
nation by  the  10th  of  October  next,  at  their  office 
in  the  village  of  Rome.  The  whole  road  is  to  bo 
put  under  contract  ou  the  24th  of  October  as  will 
be  seen  by  an  advertisement  in  this  paper. 

This  is  one  of  the  most  important  railroad  pro- 
jects now  going  forwai-d,  connecting  as  it  docs,  the 
Central  line  of  railroad  and  Erie  Canal  with  the 
river  St.  Lawrence.  From  Rome,  its  southern  ter- 
minus, it  extends  along  the  rich  and  fertile  valley 
of  the  Rock  river  through  the  counties  of  Lewis, 
Jefferson,  and  St.  Lawrence — first,  touching  the 
river  St.  Lawrence  al  Morristown,  opposite  the 
flourishing  town  of  Brockville  in  Canada,  the  ter- 
minus of  the  Brockville  and  Ottawa  railroad — naw 
under  contract ; — and  terminating  at  Ogdensburg, 
opposite  Prescott,  in  Canada,  the'terh»iiius  of  the 
Prescott  and  Bytown  railway,  now  nearly  complet- 
ed. The  two  last  named  Canada  railways  extend 
through  rich  agricultural  districts  to  the  Ottawa 
river — reaching  one  of  the  finest  and  most  exten- 
sive pine  forests  in  the  world — a  country  of  at  least 
80,000  square  miles— containing  a  population  of 
160,000, — tributary  to  those  roads,  and  all  this 
tributary  to  the  0.  C  &  R.  railroad,  as  being  the 
most  direct  and  shortest  route  to  the  great  mar- 
ket of  this  country,  the  city  of  New  York. 

•Row  important  it  is  then  for  the  citizens  of  N. 
York,  the  business  men  particularly  to  investigate 
this  railroad  project  as  it  will  bring  a  large  amount 
of  freight  and  travel  to  this  city,  which  now  finds 
its  way  through  another  channel  to  more  eastern 
markets. 


Tbe  Slip  Chllleil    Tire  In  Ohio. 

We  find  the  Cleveland,  Columbus  and  Cinciuatti 
road  have  three  sets  of  these  tires  in  use  on  their 
heavy  engines.  They  are  used  mostly  upon  the 
gravel  trains,  where,  from  the  severity  of  their 
use,  they  show  with  great  distinctness  the  marked 
disparity  of  the  wrought  tire  in  the  point  of 
economy  of  maintenance.  By  reason  of  the  en- 
tire safety  of  these  tires  and  the  favorable  climate 
of  Ohio,  by  which  no  tires  are  so  badly  tested  in 
winter  as  at  the  East,  we  have  no  doubt  that  this 
Company  will  find  it  for  their  interest  to  apply 
this  improvement  to  all  of  their  freight  engines, 
and  no  greater  inducement  could  be  offered  than 
in  the  superior  quality  of  the  article  so  long  manu- 
factured by  Bush  and  Lobdell. 

The  Cleveland  and  Pittsburgh  road  also  using 
two  sets  of  the  slip  tires,  and  two  sets,  of  eight 
wheels  each,  of  the  whole  chilled  wheel.  Mr. 
Hovey,  their  master  mechanic  thinks  for  ^ravel- 
lling  they  have  no  superior.  Although  attended 
with  greater  saving  in  their  use  on  gravel  engines, 
from  the  more  severe  test  to  which  they  are  ap- 
plied, we  have  no  doubt  that  could  this  company 
bo  impressed  with  a  clear  sense  of  their  economy 


for  freight  engines,  they  would  order  them  applied 
at  once.  Wc  stand  committed  to  the  chilled  tire 
by  reason  of  its  economy  and  safety,  but  there  is 
as  much  dirtl-rence  in  cast  as  in  wrought  tires  ; — 
and  as  a  good  cast  iron,  tire  is  the  result  only  of 
great  care  in  the  selection  of  iron  in  melting  and 
in  pouriug,  we  should  prefer  recommending  the 
tires  cast  by  Bush  and  Lobdell,  from  the  deservedly 
high  reputation  they  possess  for  strength  of  iroUj 
evenness  of  chill,  smoothness  of  surface,  and  uni- 
formity of  diameter  and  true  circular  form. 

ProKresa    of    Cleveland. 

A  brief  stay  in  this  beautiful  and  growing  city 
has  impressed  us  with  a  comprehensive  idea  of 
western  progress.  The  whole  business  part  of 
this  place  seems  rivalling  the  growth  of  the  natural 
productions  of  the  west,  rather  than  the  less  spon- 
taneous development  of  artificial  erections.  It 
would  be  needless  to  specify  each  improvement 
as  these  would  be  of  more  interest  in  a  local  point 
of  view.  But  in  so  far  as  the  whole  country  Is  in- 
terested and  rejoices  in  the  growth  of  our  great 
western  towns,  we  can  say.  that  railroad  building, 
steamboat  building,  car  and  engine  building, 
iron  making,  all  are  progressing  with  much  and 
many  with  great  vigor  in  the  beautiful  Forest 
city. 

Many  beautiful  buildings,  as  churches,  hotels, 
stores  and  dwellings,  are  in  process  of  construct, 
ion,  mostly  from  handsome  free  stone  of  which 
the  second  Presbyterian  church,  the  Weddell 
house,  and  other  buildings  are  already  con- 
structed. This  stone  is  obtained  upon  the  line  of 
the  canal,  about  forty  miles  from  Cleveland,  and 
from  the  appearance  and  the  ease  with  which  it  is 
worked  is  in  general    use  there. 

While  upon  this  subject  we  will  take  occasion  to 
refer  our  friends,  passing  through  Cleveland,  to 
the  Franklin  House,  kept  by  C.  Patrick  and  Son. 
This  is  a  resort  of  business  men,  who  are  sure  to 
improve  physically,  under  the  care  of  the  worthy 
proprietors.  This  house  is  also  the  head  quarters 
of  the  Cleveland  agency  of  the  Michigan  South- 
ern and  Northern  Indiana  Railroad  line  to  Chi- 
cago. 

Ne^v  liocomotlves. 

We  i»crccivethat  the  Taunton  Locomotive  manu- 
facturing Company  have  commenced  the  con- 
struction of  outside  connected  engines,  after  hav- 
ing persisted  for  five  years  in  the  manufacture  of 
"Crank  engines',"  of  which  they  must  have  built 
full. 125.  Their  new  outside  connected  engines 
have  nothing  especially  new  in  their  arrangement, 
as  they  retain  the  old  foiins  of  truck,  valve  mo- 
tion, etc.  A  great  blunder  was  committed  by  the 
builders  in  counterbalancing  the  drivers  of  these 
engines,  one  which  could  never  have  been  commit- 
ted had  the  builders  seen  the  very  excellent  trea- 
tise on  balancing  drivers  in  Clark'>  Railioay 
Mackinery,  which  we  have  transcribed  to  our 
columns  in  previous  numbers.  Acting  upon  an 
idea  that  the  counterweight  should  not  be  placed 
exactly  opposite  tbe  crank  pin  to  be  balanced 
(which  is  correct  under  the  rule  for  ascertaining 
the  exact  position,)  they  have  gone  into  the  ex- 
treme of  carrying  the  center  of  gravity  of  the 
counterweight  51j>^  degrees  past  the  radius 
opposite  the  crank-pin.  These  engines  are  upon 
the  Cleveland  and  Erie  road,  and  as  might  be  rea- 
dily supposed,  are  very  unsteady  upon  the  track. 


Conscious  that  they  were  testing  a  doubtftil  ex- 
periment tbe  counterbalances  were  not  cast  into 
wheels,  but  were  secured  by  bolts,  whereby  the 
defect  may  be  remedied  without  throwing  aside 
the  wheels. 

Tbe  Taunton  company  take  a  warrantable  pride 
in  the  superiority  of  their  engines  with  independent 
variable  cut  off,  and  we  expect  it  will  be  long 
before  they  will  adopt  the  link  motion.  Other 
builders  however  who  for  a  long  time  defended 
the  separate  valve  are  now  adopting  the  link,  and 
we  believe  that  were  its  action  clearly  demonstrat- 
ed others  would  adopt  it  also.  The  authority 
quoted  above,  D.  K.  Clark,  gives  the  whole 
operation  and  results  of  the  Imx.  in  his  excellent 
treatise.  We  would  like  to  impress  every  master 
mechanic  and  engine  builder  in  the .  country  with 
the  value  of  this  work. 


Frederlckabar§r  and  Oordonavlile  R  allroad. 

We  learn  that  a  Company  has  been  organized 
for  the  construction  of  a  road  of  forty  to  forty- 
five  miles  in  length,  connecting  the  points  above 
mentioned  in  Virginia.  Dr.  B.  L.  Welford  of 
Fredericksburg  is  President  of  the  Board  of 
direction,  and  Mr.  B.  H.  LaToabe.  the  well  known 
Chief  Engineer  of  the  Baltimore  and  Ohio  Road  is 
consulting  engineer  ;  while  Mr.  George  McLeod, 
has  been  appointed  Chief  Engineer   of  the  work. 

Under  the  superintendence  of  these  gentlemen 
the  surveys  are  now  going  forward,  and  it  is 
anticipated  that  nearly  an  air  line  with  very  favor- 
able grade  may  be  decided  upon.  It  is  expected 
that  this  road  when  completed,  will  considerably 
shorten  the  route  from  Baltimore  to  the  South 
and  Southwest,  and  therefore  command  the  great 
bulk  of  the  through  travel  in  *ho8e  directions. 
The  anticipated  cost  of  the  road  when  fully  equip- 
ped is  about  $600,000  a  large  proportion  of  which 
is  secured. 


Eaat  Tenneaaec  and  the  Rabun  Gap  Railroad 

In  order  to  suggest  to  the  people  of  East  Ten- 
nessee some  idea  of  the  advantages  to  be  derived 
from  the  construction  of  the  Rabun  Gap  railroad, 
we  submit  the  following  tables  of  distances.  From 
Knoxville  to  Charleston,  upon  the  completion  of 
this  road,  the  distance  may  be  thus  stated. 
From  Knoxville  to  Anderson  C.  H.,  S.  C.  ISOmiles. 
„  Anderson  C  H.,  to  Aiken,  8.  C.  80  " 
„     Aiken  to  Charleston,  130     " 


Total  from  Knoxville  to  Charleston,         390    " 

Should  the  Savannah  River  road,  which  is  at- 
tracting 80  much  attention,  be  constructed,  as  we 
doubt  not  it  will,  (stock  enough  being  now  sub- 
scribed to  secure  the  charter,)  the  distances  from^ 
Knoxville  to  Augusta  and  Savannah  may  be  thus 
stated. 


From  Knoxville  to  Anderson  C.  H. 
"     Anderson  C.  H.  to  Augusta, 


180  miles. 
80      " 


Total  from  Knoxville  to  Augusta,         260 
From  Augusta,  by  Waynesboro'  and 
Central   railroad,  to  Savannah,        140 


Total  from  Knoxville  to  Savannah,        400      " 

The  distance  from  Knoxville  to  Charleston  by 
the  present  route  is 517  miles,  comparing  this  dis- 
tance with  that  of  the  Rabun  Gap,  it  is  seen  that 
12*2  miles  are  saved.  Tbe  distance  from  Knoxville 
to  Augusta  by  the  present  route  is  381  miles ;  cem- 
paring  this  with  the  Rabun  Gap,  it  is  seen  that 
124  miles  are  saved.  The  distance  from  Knoxvile 
to  Savannah  by  the  present  route  is  501  miles ; 
comparing  this  with  that  by  the  Rubun  Gap  route, 
it  is  seen  that  101  miles  are  saved.  These  figures 
are  accurate,  as  reliable  surveys  demonstrate. 
The  great  advantage  which  will  result  to  East 
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Tennessee  from  a  highway  to  the  Atlantic  oiie 
hundred  and  hcenty-seven  miles  shorUr  than  thai 
we  now  have,  must  be  apparent  to  every  one.  It 
will  save  us  at  least  $2.26  on  every  ton  of  freight 
either  imported  or  exported.  It  brings  us  that  much 
nearer  to  the  West  Indies,  to  Europe,  and  so  far  as 
freights  are  concerned,  to  the  eastern  Atlantic  cit- 
ies, and  must  invevitably  contribute  very  much  to 
swell  the  local  business  of  the  East  Tennessee  and 
Virginia  road,  from  its  eastern  terminus  to  this 
place,  and  as  a  matter  of  course,  enhance  very 
materially  the  value  of  stock  in  that  road. — Kn9x- 
rille  Reg. 

Wlsconaln  Railroads^ 

The  Milwaukie  Sentinel  furnishes  the  following 
items  ofthe  progress  of  some  of  the  Roads  of  Wiscon- 
sin centering  at,  or  passing  tbrojgh  that  thriving 
and  populous  city.  When  we  reflect  that  Milwaukie 
had  but  about  seventen  hundred  inhabitants  in 
1840  and  now  has  a  population  of  upwards  of  thirty 
thousand  we  are  scarcely  surprised  at  the  numb«r 
and  magnitude  of  her  enterprises  or  the  vigor  with 
which  tiioy  are  prosecuted. 

The  Milwaukie  and  Mississippi  Railroad  is  doin 
a  hea\7  and  increasing  business,  the  receipts  aver- 
aging over  $1000  per  day,  and  the  trains  bringing 
in  daily,  6  to  7000  bus.  of  grain,  besides  other  pro- 
duce. Its  extension  is  progressing  westward  with 
diligence. 

The  Milwaukie  and  Watertown  is  pushing  along 
the  important  route  which  it  takes  north  westward, 
with  energy.  Successful  efforts  are  being  made  in 
Columbia  Co.  to  take  up  stock  for  the  extension 
beyond  Watertown. 

The  Milwaukie,  Fond  du  Lac  and  Green  Bay  has 
tiled  all  the  necessary  securities  required  by  the 
Common  Council,  and  the  issue  of  $200,000  in  City 
Bonds  to  the  Company  has  been  ordered. 

The  La  Crosse  B.  R.  its  gradually  filling  up  its 
force  of  hands  with  men  returning  from  the  har- 
vest, and  is  at  work  steadily. 

The  Lake  Shore  R.  R.  Co.  is  at  work  at  or  near 
Racine  and  Kenosha,  and  will  break  ground  here 
shortly.  We  understand  that  the  Depot  grounds 
have  been  pretty  much  settled  upon,  and  will  be 
near  those  of  the  Fond  du  Lac  R.  R. 


lOalclancl  and  Ottaura  Railroad  Conkpany. 

The  Stockholders  of  this  Company  held  a  mee- 
ting at  the  Onice  of  the  Company  in  Detroit  on 
the  6th  inst.  to  receive  the  report  of  the  President 
and  Directors  and  elect  a  Board  of  Directors  for 
the  ensuing  year.  Hon  Lewii  Cass  was  President 
and  Mr.  Nelson  P.  Stewart  Secrtary  of  the  meet- 
ing. The  following  named  gentlemen  were  elected 
Directors:  Hon.  Lewis  Cass,  Henry  N.  Walker,  Ed- 
mund A.  Brush,  Zachariah  Chandler,  Buckminster 
Wight,  Willard  M.  M'Connell,  of  Pontiac,  and  Isaac 
Buchanan,  of  Hamilton,  Canada  West. 

Of  the  above  Directory  and  the  enterprise  of 
which  they  are  to  have  the  control  and  manage- 
ment the  Detroit  Tribune  remarks  2&  follows. 

If  any  thing  were  before  wanted  to  convince  the 
public  that  the  men  engaged  in  the  enterprise  are 
and  have  been  acting  in  good  faith,  and  to  inspire 
general  confidence  in  it,  we  think  the  character  of 
the  Directors  will  supply  the  omission.  There 
could  not  probably  have  been  found  six  men  in 
Michigan  possessing  more  weight  of  character  or 
representing  more  wealth,  the  two  great  requisites 
in  such  an  enterprizc  as  they  are  at  the  head  of, 
thanGen.Ca88.E.A.Bru8h,Z.Chandler,  H.N.  Wal- 
ker, and  B.  Wight,  of  Detroit,  and  William  M.Mr. 
Conaell,  of  Pontiac, — Mr.  Buchaoao,  the  CanadiAQ 


member  of  the  board  of  Direction,  is  also  a  gentle- 
man of  high  character  and  wealth,  being  the  rep- 
resentative in  the  great  Western  Road  of  all,  or 
nearly  all,  the  Enghsh  stockholders  in  that  comp- 
any. 

The  name  of  Gen.  Cass  alone  will  give  character 
to  the  road,  both  at  home  and  abroad.  Whatever 
cavilers  may  say,  the  public  will  not  believe  that 
he  would  lend  his  influence  to  schemes  designed  to 
defraud  and  humbug  them;  nor  will  they  that  the 
other  gentlemen  associated  with  him,  would  en- 
gage in  any  such  conspiracy. 

tfllwaulcee     and   Miaalulppl    Railroad    Re- 
ceipts. 

We  learn  from  the  Milwaukee  News  that  tlie 
receipts  ofthe  Milwaukee  and  Missisippi  Railroad 
for  August  last  amount  to  $18,253,71,  an  average 
of  more  than  $700  a  day.  Below  we  give  the  fi- 
gures comparing  the  receipts  of  the  road  for  Au- 
gust with  the  receipts  ofthe  same  month  last  year, 
and  also  with  the  receipts  for  the  month  of  July  of 
the  present  year. 
Earnings  of  the  M.  jf-  M-  R.  R.  for  the  months  of 
August,  1852  and  1853. 
Freight  Income.    Pass.  Income.      Total. 

Aug.  63, 9,472  30         8,782  40         18,264  7 1 

Aug.  62, 2,570  89        3,047  33  5,618  22 


a  \v  ide  cxpt-rieuce  in  Ids  appropriate  duties,  which 
will  not  only  exert  a  favorable  ^ifluencein  advanc- 
ing the  interests  of  the  above  rdad,  but  will  render 
him  a  valuable  accession  to  t  he  corps  of  irest^m 
Superintendents. 


$6,901  41      $5,715  07      $12,636  49 
Balance  in  favor  of  Aug.  53'  as  above. 
The    earnings    of  the  road  for  July   last  were 
as  follows 

Passengers $8,384  64 

Freight, 7,776  21 


Total $16,164  86 

Showing  an  increase  in  the  receipts  for  August 
over  that  ofthe  month  of  July  of  $2,099  86. 

Upon  this  gratifying  state  of  facts  the  News  re- 
marks that  last  year  in  August  the  road  was  in  op- 
eration about  36  miles,  now  it  runs  to  Janesville, 
79  miles.  So  it  will  be  seen  that  while  the  running 
distance  is  hardly  doublet/,  the  earnings  of  the  road 
have  nearly  qua<lrupled.  The  month  of  September 
will  exhibit  still  more  gratifying  evidences  of  the 
prosperity  of  this  road.  There  is  very  little  in  the 
above  receipts  for  grain,  except  during  the  last 
three  orfourdays,  when  the  receipts  averaged  about 
$1000  a  day.  With  the  magnificent  crop  that  has 
just  been  gathered  in  our  favorite  State,  and 
the  vast  quantity  of  grain  now  waiting  for  a 
market,  the  road  will  undoubtedly  be  tasked  to 
its  utmost  capacity  to  carry  freight,  and  the  pas- 
senger business  will  also  be  much  larger  the  present 
month,  than  during  the  harvest  season.  We  shall 
not  be  surprised  if  the  road  should  average  nearly 
or  quite  $1000  a  day  during  the  month.  This  will 
do  for  a  youngster  that  has  only  been  in  running  or- 
der for  about  eight  months. 


Panama  Kalli}»ad. 

The  Herald  has  the  followihg  in  referenc-e  the 
this  road  :  Among  a  variety  of  ikcts  counei-ted  with 
this  road  which  Lave  l>een  forced  out  by  the  pre- 
sent contest  for  time  and  s|>ee[i,  it  in  stated  with 
truth  that  the  Pacific  Mail  Steamship  Company,  iu 
connection  with  the  original  stockholders,  have 
taken  the  entire  coustrution  ofjthe  road  into  their 
own  hands,  Messrs.  Law  &  Sujry  liaving  failed  to 
fulfil  the  tenns  of  their  contrkct.  In  conformity 
with  this  determination,  the  Vi^  President  was  de- 
spatchd  to  Ireland,  in  Augusjt,  where  he  is  how 
collecting  two  thousand  men,  to^  forwarded  direct 
to  Aspiowall.  From  Ireland  lie  proceds  overland 
to  China,  where  he  will  meet  th0  clipper  Sea  Witch , 
and  despatch  by  her  two  thousand  Coolies  to  Pa- 
nama direct.  In  the  meantim^,  agent*  have  lieeu 
sentjthrough  the  Isthmus  aiidCirtliagena,  gathering 
a  native  force,  while  others  h)ave  been  collectint;: 
mechanics  in  this  State  and  in  [Pennsylvania.  The 
whole  force,  numbering  nearly  6,000  strotjg,  it  is 
expected  will  be  brought  to  bear  on  the  road  by 
January  next,  and  it  said  thit  if  human  eflbrts 
avail  the  connection  between  the  two  oceans  by 
railroad  will  be  effected  withiri  the  year. 

The  road  was  to  have  been  domplcted  in  August 
last.  From  the  preparations  now  making,  one 
would  suppose  that  the  work  if  construction  bad 
only  commenced. 


4 J, 

ttmd  SarVt 


Iiaivrenccburgh  and  Indlanap  oils  Railroad 

We  learn  that  Q.  Haven  Esq.,  late  Superintendent 
of  the  Fall  River  Railroad,  has  resigned  his  place 
on  that,  for  the  purpose  of  accepting  a  similar 
position  on  the  Lawrenceburgh  and  Indianapolis 
Railroad.  This  road  is  to  be  opened  for  business 
on  the  1st  of  October,  and  in  view  of  its  impor- 
tance and  the  extent  of  prospective .  business, 
the  Company  felt  the  necessity  of  securing  the 
services  of  a  Superintendent  possessing  the  best 
qualifications  for  his  ofiSce.  We  are  happy  to 
to  say  that  we  believe  they  have  made  a  fortu- 
nate selection.  The  Fall  River,  of  which  Mr. 
Haven  has  long  had  charge,  b  the  model 
road  of  Massachusetts,  admirably  managed,  and 
one  of  the  most  profitable  in  the  State.  We  know 
that  this  company  part  most  unwillingly  with  Mr. 
Haven,  who  has  chosen  to  go,  to  a  more  extended 
and  interesting  field  for  labor  and  enterprize.  Mr. 
Haven  wiU  carry  with  him  a  hi^h  reputation,  and. 


SackeUa  Harbor  ttmd  Sarlito^a  Railroad. 

The  annual  meeting  of  the  btockholders  of  the 
Sacketts  Harbor  and  Saratoga  Railroad  Company 
was  held  at  this  village  yesterday,  and  the  following 
gentlemen  were  unanimously  Elected  Directors  of 
said  company  for  the  ensuing  fear : 

Otis  Ciapp  of  Boston,  E.  G.  Merrick  of  French 
Creek,  Patrick  S.  Stewart,  Carihage,  Anson  Thom- 
as and  0.  B.  Matteson,  Utica,  1.  R.  Lyon  of  Lvons 
Falls,  Robert  Spier,  West  Miltbn,  James  M.  Cook, 
Ballston  Spa,  Wm.  C.  H.  Wad^ell,  Simeon  Draper 
and  S.  P.  Lyman  of  New  Y<irk  city,  Charles  E. 
Clark  of  Great  Bend,  Jefferson  Co.,  and  James  M. 
Marvin  of  Saratoga  Springs.   | 

By  the  report  of  the  late  Boird  of  Directors  from 
$1300  to  $1400  have  been  eipended  in  surveys 
during  the  last  year,  in  exaniining  all  the  routes 
which  could  be  reasonably  ca^nlated  on  through 
the  great  wilderness  lying  north  of  us,  and  several 
lines  found  upon  which  the  road  can  be  favorably 
constructed.  We  think  from  present  appearances 
that  there  can  now  be  no  doub^  but  that  the  road 
will  be  energeticallv  pursued  abd  completed.  The 
first  meeting  of  the  new  Board  ViH  be  held  at  their 
oflSce  in  New  York  city,  on  the  27th  inst. — Sara- 
Wiii:.  I 


toga 


Ractue,  JaaeavlUc  and  MUHMlppI  Railroad. 

A  large  additional  force  of  mten  and  tools  for  this 
important  work  landed  here  ydsterday,  and  to-da\ 
are  at  work  on  the  road.  Wi^h  the  ample  mean's 
now  at  the  command  ofthe  codpany,  with  the  best 
organized  corps  of  Engineers  iji  the  West  and  one 
of  the  most  energetic,  experienced  and  competent 
contractors,  this  work  is  going  forward  with  a  rap- 
idity unparalleled  in  this  county.  We  learn  that 
parties  from  Boston  are  in  towfi  for  the  purpose  of 
making  a  large  investment  i^  the  stock  of  th« 
company,  and  are  also  negotiating  for  lots  for  re- 
sidences for  themselves  and  families.  We  can  only 
say  that  a  better  investment  cainnot  be  found  than 
the  stock  in  this  road  offers ;  a»d  a  more  healthftal 
and  desirable  location  for  busiqess  purposes,  or  for 
a  residence,  cannot  be  found  inithe  Union,  than  th« 
city  of  Racine. — Raciiu  Advockt^e. 


• "  '.f'S  ^J^^^VTA  "  I » •  wp m 
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Clnolnnatta  »n<l  Mariettw  ftailroad. 

The  Boards  of  Directors  of  the  Cincinnati  andllills 
boro',  and  of  the  Cinciuaati  and  Marietta  Compa- 
nies, have  concluded  an  ajjreerauut  to  consolidate 
their  two  lines,  which  is  subject  to  the  ratification 
of  the  stockholders  of  the  two  companies.  By  this 
agreenu-nt  the  two  companies  are  to  bi'come  one. 
From  Blanchester  east  to  Charleston  near  Jackson, 
two  lines  are  to  be  openecl  and  run — one  by  the 
the  way  of  Hillsboro'  and  Piketon,  anA  the  other 
by  the  way  of  ChiUicothe  to  Charleston.  From 
thence  the  line  of  the  Marietta  company  is  con- 
structed through  Marietta,  crossing  the  Ohio  river 
above  that  city,  and  intersecting  jthe  Northwes- 
tern Virginia  and  Baltimore  extension  37  miles 
east  of  Parkersburgh.  The  Virginia  section  of  this 
new  line  is  to  be  constructed  under  a  charter  to 
the  Independent  Company,  granted  last  winter. 
Both  these  lines  enter  the  coul  liolds  in  Jackson 
and  Vinton  counties,'^d  each  may  secure  a  good 
business  between  thwe  fields  and  Cincinnati,  while 
one  line  east  will  be  suthcient  to  accommodate  all 
the  through  bnsines-s  for  many  years.  If  the  terms 
are  any  way  fair,  and  such  as  w  ill  secure  the  con- 
tinued and  steady  use  of  both  local  and  through 
business,  the  arrangement  will  be  jidvantageous, 
and  enhance  the  price  of  the  consolidated  stock 
above  the  highest  point  of  that  of  cither  company 
at  present. —  Cin.  Gazette. 

Application  for  an  Injunction  to   prevent  a 
CItange  of  Guuge. 

The  Columbus,  Piqua,  and  Indiana  Railroad 
Company,  of  Ohio,  has  tiled  a  bill  for  an  injunction 
in  the  Circuit  Court  of  the  United  States  against 
the  Indianapolis  and  Bellefontaine  Company,  to 
prevent  the  latter  company  from  changing  the 
guage  of  their  track  from  the  Indiana  guage  of  4 
foet  Syi  inches  to  the  Ohio  guage  of  4  feet  10  inches, 
claiming  a  contract  for  through  freight  cars  to  run 
over  both  roads  from  Columbus  to  Indianapolis, 
the  Ohio  road  being  constructed  on  tha  Indiana 
guage.  The  motion,  we  learn,  is  to  be  argued  by 
Henry  Stansbury  and  Judge  Blackford,  for  the 
Ohio  company,  and  Simon  Yandes,  Esq.,  and  S.  I. 
Andrews,  Esq.,  for  the  Indiana  company,  on  Thurs- 
day next,  before  Judge  McLean  at  Cincinnati. 

Pananta  Rallroatl, 

A  corxespondont  of  the  New  York  Post  from  Pa- 
nama, gives  adiscouniging  account  of  the  progress 
of  that  road.  The  unhealthy  climate  hits  made 
an  appalling  loss  of  life  among  the  laborers,  of 
whom  the  minority  only  are  acclimated.  He  says  : 

Between  Barbacoas,  the  present  terminus  of  the 
road,  and  Gorgona,  seven  miles,  much  of  the  road 
is  graded,  and  thence  to  Cruces  six  miles,  there  is 
some  evidence  of  work ;  but  fiom  Cruces  to  Pana- 
ma, twenty  three  or  four  miles,  the  road  is  to  pass 
over  the  high,  broken  Isthmus  range,  and  not  a 
Jay's  labor  has  thus  far  been  expended  upon  it." 

Cincinnati,  Logansport    and  Cblcago  Rall> 
roada 

This  road  is  being  rapidly  pushed  to  completion 
and  will  be  shortly  opened  to  Hagarstown,  to  New 
Castle  by  the  1st  November,  next,  and  to  Logans- 
port  as  soon  thereafter  as  the  rails  can  be  laid. 
The  rolling  stock  will  be  ready  for  use  as  soon  as 
the  road  is  ready. 

Rock    River   Valley    Union    Railroad    Dl« 
rectora« 

The  following  jMirsons  were  elected  Directors  of 
the  Rock  River  Valley  Union  Railroad  Co.,  at  the 
meeting  at  Janesville,  on  the  1st,  inst ; 

A.  Hyatt  Smith,  J.  B.  Doe,  T.  Jackraan,  and 
W  A.  Lawrence,  of  Janesville  ;  S.  F.  Butter- 
worth  and  W.  Ward,  of  New  York;  W.  M.Cook, 
of  New  Jersey  ;  M.  J.  Thomas,  of  Fond  du  Lac, 
and  Hon.  Robert  J.  Walker,  of  Washington  City. 

Indiana  and   Illlnoia    Central  Railroad. 

The  entire  line  of  the  Indiana  and  Illitiois  Rail- 
road from  Indanapolis  to  Decatur  is  under  con. 
tract— to  be  finished  by  December  1, 1806,  atS22,- 
000  per  mile,  except  ballasting,  by  Messrs.  M.  C. 
Story  &.  Co.,  N.  Y. 


Covington  and  Olilo  Railroad* 

We  learn  from  the  Kanawha  Republican,  that  of 
tho  45  miles  of  the  Covingtou  and  Ohio  Railroad, 
between  the  month  of  Big  Sandy  and  the  Kanawha 
rivers,  32  miles  are  now  in  the  hands  of  .contrac- 
tors, and  they  have  all  commenced  work  on  their 
resi)ective  contracts. — Large  companies  of  laborers, 
mostly  Irish  have  within  a  few  days,  passed  Char- 
leston, on  their  way  to  the  work  now  in  progress. 

The  road,  it  will  be  recollected,  connects  atCatt- 
lottsburg  in  this  State,  with  the  roads  to  Maysville 
and  Lexington,  and  will  form  thes  hortest  and  spee- 
diest route  to  the  Atlantic  seaboard  from  Louis- 
ville and  the  South  West. 


The     KlTeet    of  Railroads  In   Kentucky. 

Tins  State  begins  to  feel  the  vivifying  eflect  of 
Railroads  upon  its  growth,  wealth,  and  business. 
Of  Louisville  the  J,iurn<iJ  says,  in  1848  she  had 
not  a  single  railroad  running  into  her.  Since  tlien 
she  has  raised  $800,000  for  the  building  of  the 
Louisville  and  Frankfort  railroad,  has  subscribed 
$200,000  to  the  Jefferson  and  Coliunbus  company, 
ft'100,000,  to  the  Louisville  and  Nashville  comp- 
any, and  has  proposed  to  subscribe  $1,000,000  to 
the  Louisville  and  Frankfort  company  to  enable 
them  to  build  a  branch  road  to  Knoxvillc.  The 
value  of  the  projjerty  in  Louisvile  in  1848,  when 
she  entered  upon  the  grand  scheme  of  railroad 
building,  was  a  little  over  #14,000,000  ;  now  after 
five  years  only,  it  is  a  little  less  than  $80,000,000, 
and  the  city  was  never  increasing  more  rapidly  in 
population  and  never  exhibited  more  evidences  of 
general  prosperity. 


Rnltau*a    Ventilating    Car. 

We  noticed,  favorably,  some  time  since,  a  new 
method  of  ventilation  for  Railroad  cars,  by  H. 
Ruttan,  Esq.,  of  Cobourg,  Canada,  whiclv  we  un- 
derstood had  been  tested  on  the  Rochester  and 
Syracuse  Railroad,  much  to  the  satisfaction  of 
Company  and  th«  public.  Mr.  Ruttan  has  pursued 
the  subject  of  ventilation  for  years,  as  amatuer, 
and  had  brought  out  a  plan  which  promised 
to  accomplish  a  most  desirable  result  We  have 
however,  recently  learned,  with  regret,  that  the 
car  fitted  up  with  his  method  has  been  removed 
from  the  road.  We  are  at  a  loss  to  know  how 
this  has  happened.  Will  some  one  please  inform 
us  1  - 


Dayton,  Xenla  and  Belpre  Railroad. 

The  stockholders  of  this  company  met  a  few 
days  since  at  Dayton,  and  elected  the  following 
board  of  directors : 

E.  F.  Drake,  Xenia;  J.  C.  Johnston,  Jamestown; 
W.  H.  Latham,  Washington ,  John  Harbine,  Green 
county  ;  Joseph  Clegg,  Horace  Pease,  and  R.  Ji. 
Steele,  Dayton.  Mr.  Drake,  president,  and  the 
other  officers  of  the  board  were  re-elected  in  the 
evening. 


Atlantic  and  Oltio  Railroad. 

The  Stockholders  of  this  road  met  at  Columbus  on 
Wednesday,  14th,  and  organised  by  the  election  of 
the  following  gentlemen  as  directors,  viz :  Jacob 
Perkins,  D.  K.  Carter,  John  Miller,  William  Neil, 
Joseph  Rldgway,  Wm.  Dennison  Jr.,  and  J.  F. 
Bartlit.  After  this  election  the  directors  met,  and 
elected  Wm.  Neil  as  president.  This  is  an  import- 
ant road  for  Columbus,  and  vigorous  means  are 
being  taken  to  get  an  early  survey  of  the  route. 


Albany  and  BIngbamton  Railroad. 

We  learn  from  the  Albany  Jmimal,  that  the 
new  surveys  of  the  i)ropo8ed  route  for  this  road 
are  completed  resulting  in  a  conQrmation  of 
opinions  previously  expressed,  which  were  based 
on  partial  surveys.  The  route  is  declared  feasible, 
the  grades  easy,  and  th«>  Company  having  thr 
contract  from  Albany  t«.  SchoharieJ  Creek,  began 
work  on  Monday  last.  The  whole  work  we  be- 
lieve, is  under  contract,  many  sections  are  now 
ready  for  the  commencement  of  operations,  and 
contractors  or  others  are  only  waiting  the  desired 
releases  to  commence  and  push  forward  their 
work  with  all  desired  dispatch.  The  intention  is 
to  have  the  cars  running  from  Albany  to  Schoharie 
Creek,  within  twelve  months. 


Indiana  Central  Railroad. 

We  learn  that  this  road  will  be  completed  from 
the  Ohio  State  line  to  Indianapolis  on  Monday, 
(12  inst.,)  with  the  exception  of  three  miles 
between  Greensfork  and  Centerville,  where  the 
work  is  very  heavy.  This  portion  will  not  be 
completed  under  three  weeks.  In  the  mean  time 
passengei-8  trains  will  be  put  upon  the  route 
through,  (passing  this  break  of  three  miles  by 
means  of  omnibusses,)  When  the  road  is  com- 
pleted, the  trip  from  Cincinnati  to  Indianapolis, 
via  Hamilton,  Eaton,  and  Richmond  may  be  made 
in  about  four  hours. 


W^abaab    and    Eel    River    Valley    Railroad 
from  Lioganapvrt  to  Covington,  la. 

The  recent  olcction  for  officers  of  this  road,  re- 
sulted as  follows  :  President,  Joseph  Ristine  ; 
Vice  President,  Graham  N.  Fitch  ;  Secretary, 
Samtiel  Favorite  ;  Treasurer,  R.  Hetlield. 

Itoaton  and  Maine  R.  R. 

We  learn  from  tlie  late  annual  report  of  this  com- 
pany thatthe  gross  earnings  of  the  year  ending  May 
31,1863,  exceed  those  of  the  previous  year  ft96, 178 
51  and  notwithstanding  about  550  tons  of  new  rails 
have  been  laid,  and  the  road  and  equipments  kept 
in  good  order,  the  net  earnings  of  the  year  exceed 
those  of  the  preceding  year  by  $46,597  15,  and  the 
Directors,  after  paying  two  dividends  amounting  to 
to  7J^  per  cent,  have  been  enabled  to  carry  $62, 
667  87  to  tho  surplus  fund,  thereby  increasing  it  to 
the  sum  of$189,426  32. 

The  Stockholders  then  proceded  to  ballot  for 
Directors,  and  the  regularly  nominated  candidates, 
viz.,  James  Hayward,  Southworth  Shaw,  Dr.  Wm. 
K.  Walker,  Geo  H.  Kuhn,  Geo.  \f.  Kittridge,  Sa- 
muel Batchelder  and  John  Aiken  were  elected. 


The  Grand   Trunk   Railway 
Company  of  Canada. 

ELECTRIC  TELEGRAPH. 

THE  Directors  are  prepared  to  receive  Tenders 
for  the  erection  of  an  Electric  Telegraph  along 
the  entire  length  of  the  Company's  Line  from  Port- 
land to  Samia,  and  from  Richmond  to  Quebec  and 
Trois  Pistoles.  This  Telegraph  is  for  the  purposes 
of  the  company  exclusively,  and  is  to  be  erected 
in  Sections  as  required. 

Sealed  Tenders,  marked  on  the  outside  "Tend- 
ers for  Telegraph,"  can  be  addressed  to  the  under- 
signed until  Wednesday  the  5th  of  October  next. 
Each  lender  to  specify  the  price  per  mile,  at 
which  the  POSTS  and  ONE  WIRE  will  be  supplied 
and  erected,  and  the  price  per  INSTRUMENT,  at 
which  they  will  be  supplied. 

The  Directors  do  not  bind  themselves  to  accept 
the  lowest  Tender. 

By  order,    ..   ,.^      C.  P.  RONEV, 

Mauaguig  Director, 
Montreal,  14th  Sept..  1863. 


Railroad  Iron. 

nnWO  THOUSAND  TONS  Erie  Patte^^  58  Ibik  to  Uie  yard, 
X.    already  shipjieJ,  and  eiiH.H'li'd  here  soon — for  sale  by 
•J»V  JOHN  H.  JIICKS,  90  Baaver  at. 
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Notice  to  Contractors. 

0GDEN8BURGH,  CLAYTON  AND  ROME  RAIL- 
ROAD. 
THE  OQCENSBURGH,  CLAYTON  &  ROME 
RAIL  ROAD  COMPANY  Will  rcccive  proposals 
at  their  Office  in  the  Village  of  Rome,  until  the 
24th  day  of  October  next,  for  the  construction  of 
their  railroad  from  Rome  to  Ogdensburgh,  to  be 
completed  as  follows  : 

The  Road  between  Rome  and  Boonville  by  the 
Ist  day  of  August  next.  Between  Boonville  and 
Denmark  by  the  1st  day  of  October,  1854. 
Between  Denmark  and  Philadelphia  by  the  Ist 
day  of  May  1865.  Between  Philadelphia  and 
Ogdensburgh  by  the  1st  of  November,  1865. 

The  proposals  will  be  received  for  the  con- 
struction of  the  whole  Road,  including  Lumber 
Ties  and  all  other  materials,  with  or  without  the 
Rails,  in  one  contract,  or  in  short  sections,  at  the 
option  of  contractors,  or  offers  will  be  received 
for  Aimishing  the  Lumber,  Ties,  and  other  ma- 
terials separately,  either  for  the  whole  Road  or  for 
sections. 

The  Maps,  Profiles  and  Plans  of  the  Road,  to- 
gether with  specifications  of  the  work  and  mate  ri- 
als will  be  ready  for  the  inspection  of  Contractor' . 
at  the  office,  on  or  before  the  10th  day  of  Octolx 
and  Engineers  will  then  be  ready  to  show  the  line 
of  the  Road  to  persons  desirous  to  contract. 
By  Order  of  the  Executive  Committee, 

HENRY  A.  FOSTER,  President. 
R.  S.  Doty,  Secretary. 

Sept.  12,  1863. 

The  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &c. 

Having  ample  facilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  aad  quality  to 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Rail  Roal  Bridges,  &c.  made  to  order  at 
short  notice. 

Orders  Respectfully  Solicited. 
Address,  HENRY  SIZER,  Agent, 

Cincinnati  Ohio. 

Office  696  Fifth  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 

.     :  Henry  I.  Ilibotson, 

MANUFACTURER    OF 

FILES   AN1>   SAWS, 

Warranted  of  superior  quality. 
OfBce  and  Warcliousc,  218  Pearl  at,  New  York. 


lilTHOGRAPinr. 


PUBLISHERS,  Civil  Er  {ineers, 
quiring  Litho^apha,  plain  or  Ineolota,  i 
hif  h  Oniah  of  tb«ir  d««i«ia,  alone  with  promptMM  ud  i 

DAVU  CHILLA8,' 
60  Soath  Srd  BtfMt 
Hay  lat,  188S.  Pta 


TYRES. 


LOCOMOTIVE  AND  CAR  WHEEL  TYRES,  from  the  Manu- 
factory of  the  celebrated  and  well  luiown  Ir<«i  Works  of  the 
LOW  MOOR  CO.,  in  England,  are  flimiKbed  by  the  subscriber, 
Agent,  by  direct  iiniwrtations,  ready  Welded,  Blocked,  and  Roll- 
ed, from  only  Oh'a  bar  and  with  only  okk  wclu,  at  a  coat  much 
below  that  of  any  other  stamp. 

Importations  through  the  last  year  ofnoarly  3000  Single- welded 
Tyres,  which  are  now  foiunl  ruiiniiig  mi  the  important  Railways, 
have  rendered  them  in  almost  exclusive  u«e,  and  their  perfbniuuice 
of  over  20.000  miles  each,  have  elicited  the  higb<wt  recommenda- 
tion* of  their  superiority. 
All  work  of  thie  Company  ia  warranted  to  give  satiaflictioii. 
Sample  Tjtcs  may  be  seen  at  the  Crystal  Palace,  New  York, 
and  at  my  Warehouse,  9  Liberty  Square,  Boston. 

W.  BAILEY  LANG, 
24  Broadway,  N.  Y. 
•;'■'...■:.■         9  Liberty  Squash,  SOSTOH. 


N.  York  and  A.  Haven^K.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commencing  Mondq//,  May  9, 1863. 


TRAINS  PROM  SKW  YORK.        i  TRAIN  TO  XEW  YORK. 

7  A.  M.— Accommodaticti  to^6.80  A.M.— Special,  from  Port 

New  Haven.  Chester. 

8  A.  M.— Express  for  Bo8toii,{&.00  A.M.— Commutation  fhjDi 

supping  at  Stam-I  New  Uaveii. 

ford   and    Bridge-i6.1&  A.11 — Accommodation  On 
port.  New  Haven. 

9.10  A.M.— Special    for    Port  8.15  A.M.—AccomniodaUoQ  fa 


Chester. 
11.30  A.)C— AoconuDodatioo  Ibr 
New  Havea 

3-00  P.  11 —Express  for  New 
Haven,  stopping  at 
Stamford,  Norwalk 
aitd  Bridgeport, 

4.00  P.M.— AccommodatiOQfbr 
New  Havea 

6.00  P.M.— Express  for  Boaton, 
stopping  at  N.  Ha- 
ven. 

6.35  P.M.— Commutation  for  N. 
Havei^ 

6.30  P.M,— Special  for  Port 
Chester. 


New  Haven. 

9.35  A.M.— Express  (Vom  New 
Haveu,  Stopping  at 
Bridgeport,  Nor- 
walk and  Stamford. 

1-07  P.M.— Boston  Express, 
stopping  at  Bridgo- 
pon,  Norvs-alk  and 
Stamford. 

4.00  P.M.— Special,  from  Port 
Cheater. 

4.00  P.M. — Accommodation  fin 
New  Haven. 

9.30  P.M.— Boston  Express, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 


GEORGE  W.  WHISTLER,  Jr.,  Sup't 
Ne»t  Hcnm,  May,  1863. 
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IXTY  MILES  DISTANCE  SAVED!— ONLY  THIRT  V-SLX. 
AND  A  HALF  HOURS  TO  CHICAGK). 

MICHIGAN  SOCTHEKX  RAILROAD  LINE,  carr>in<>  the 
Great  Western  U.  S  Through  Mail— FOR  CHICAGO  A.ND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENO^HA,,an.l  all 
Porta  on  Luke  Michigan.— Through  (torn  Buttiik)  to  SlJunje  IN 
FOURTEEN  HOUIW  WITHOUT  LANDING. 

The  following  magniticent  and  unequalled  8teamer^^  from  the 
line  between  Buflbk)  and  .Monroe  : 

EMPIRE  STATE.  J.  Wilson,  Commander,  teaves  Buffalo 
Mondays  and  Thursdavj'. 

SOUTHERN  MICHIGAN,  A.  D.  PiKKiss,  Commander, 
leaves  Butlklo  Tuesdays  and  Fridays. 

NORTHERN  INDIANA,  I.  T.  Phkatt,  Commander,  leaves 
BuOalo  Wednesday's  and  Saturdays. 

One  of  the  above  splendid  steamers  will  leave  the  Michigan 
Southern  Railroad  Line  Dock,  at  9  o'ckick,  P.  HL  every  day, 
(except  Sundays)  and  run  direct  through  to  Monroe  without 
landing,  in  14  hours,  where  the  Lightning  Express  Train  will  be 
in  waiting  to  take  passengers  direct  to  Ctiicago  in  8  hours  ;  ar- 
ris-ing  next  evening  after  leaving  Bul&k>. 

THE  LAKE  SHORE  RAILROAD, 
runs  in  connection  with  this  line,  forming  the  only  continuous  line 
of  Railroad  to  Chicago  and  the  Illinois  River. 

For  Through  Tickets,  by  New-York  and  Erie  and  Buflalo  and 
New-York  City  Railroad  via  Bufliilo,  or  by  the  Peqple  s  Line  ot 
Steamboats,  Hudson  River  Railroad  via  Albany  and  Bul&lo,  ap- 
ply to         ^ 

JOHN  P.  PORTER, Agent, 
No.  193  Broadway,  comer  Dey-st,  N.  Y. 

Siew  York  and  £rie  U.  R. 

PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follows,  viz : — 

Day  Express,  at  6  a.  m.  for  BulGUo  direct,  over  the  N.  Y. 
and  £.  R.  R.,  and  the  Buflulo  and  N.  York  City  R.  R.,  without 
change  of  baggage  or  cars  ;  and  also  for  Dunkirk. 

Mail,  at  8  a.m.  for  Dunkirk  aod  Bul&la,  and  all  intermediate 
stations.  Passengers  by  tliis  train  will  remain  over  night  at  any 
station  between  Susquehanna  and  Corning,  and  proceed  the  next 
morning. 

Accommodation,  at  12X  p.m.  for  Delaware  and  all  interme- 
diate stations. 

Way,  at  3X  p.m.  for  Delaware  and  all  intermediate  station. 

NlQHT  Express,  at  S  p.  m.  ibr  Dunkirk  and  BuffiUo. 

Emigrant,  at  7  p.m.  for  Dunkirk  and  all  intermediate  stations. 

On  Sundaj^  only  one  Express  Train — at  6  p.m. 

The  Ezpreas  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Olevelaod,  Cinciimati,  Chicago,  etc.,  and  at  Bul&lo 
with  tirst  class  splendia  steamers  Ibr  Cleveland,  Sandusky,  Tole- 
do, Detroit  and  Chicago. 

CHAB.  MINOT,  Sni^C 

BKAJi^DS^     LIQ^UID, 

FOR  DISSOLVING  AND  PREVENTING 
INCRUSTATIONS  IN  STEAM  BOILERS, 

Is  acluiowledged  by  all  who  have  used  it,  to  be  the  best  pre- 
ventive ever  introduced  to  the  notice  of  toe  public  It  is  not 
ii^rious  to  the  Boilers,  even  if  used  in  large  quantities,  and  m 
now  in  general  use  in  a  great  part  of  Europe,  on  Railroads  and 
Steamboats,  and  for  Stationary  Boilers. 

By  the  use  of  this  ligiiid,  old  incrusted  bolters,  and  principally 
tubular  boilers,  wliich  fl-om  their  construction  are  in  general  very 
difiicult  and  in  some  cases  impossible  to  be  cleanwi,  may  be  fre- 
ed from  incrustation  in  a  lew  days,  and  by  the  continued  use  of 
it  kept  entirely  free  ttom  any  future  accumulation,  thereby  in- 
creasing tlie  generation  ot"  steam,  reducing  the  consumption  of 
Aiel  and  dimininhing  tlie  danger  of  explosions. 

The  proprietors  of  Brands'  Liquid  are  so  coafident  til  the  mer- 
its of  this  invention,  that  they  oflisr  one  barrel  gratia  to  parties 
willing  to  make  a  trial,  and  to  be  paid  for  only  in  caae  of  stto- 
eia. 

DLrectiona  for  the  use  of  Bttutda'  Liquid,  with  testimouialB,  to- 
gether with  <\ill  particulars,  may  be  obtained  from  the  Agents, 
Messrs.  BOURRY  &  BOEDER, 
CoandOog  u^  Mechanical  Engiueen 

Auf.  10,  Uii.  333  Broadway,  N.  Y. 


Taos,  T  pattern,  weigblug  ai>oui  57  lbs.  per  yard, 
I  Si  Co's  make'  (tJL),  shortly  expected  at 


Railroad  Iron. 

/^OUy  of  Guest 

tliis  port,  for  sate  by      BOOBMAN,  JOHNSTON  *  CO., 
Sept.  7.  9^  Broadway,  New  Voric. 

Railroad  Iron. 

THE  Subt<cribers  are  at  all  times  t>rc|Mred  to  enter  mto  ow 
tracts  for  Railroad  Iron,  ol  Meters,  (iucst  4:  Co.,  or  other 
leading  uianuliicturer>  make,  delncKd  frve  ou  board  vesaeb  ai 
England  oi  III  this  country.  ] 

BOORMANJ  JOHNSTON  4:  CO., 
Sept.  7.  »^  Broad wa>.  New  Vork. 

Stuart,  Serrcti  ^ 

CIVIL  ENGINEERS, 

Rooms  t2,  a4,  26  &  27, 

Idf  Broadway,  New  York. 
Charles  b.  Sti'abt,  Howabd  W.  Sbrbbll, 

Damel  Marsh,  SUmcel  McElrot 


Co., 


India-Rubber  Riailroad  Car 
Springes,  etc. 

THE  UNITED  STATES  CAR  SPRING  COMPANY,  h«v 
ing  completed  their  new  Factorji  are  iiianutttctiiring  aiVl  fur 
iii^lmig  to  Hailruad  Companies,  aiHt  \Car  JiuitdTs.  It  L'BBER 
afHlSG.S  Dl'tlie  bcA.  >|Uaiity  ou  ttt-  niorl  lavorable  tenns 

.Mc Mullens  superior    UV/yt/'A.'  HOSE,  not   ouly  for 
but  all  other  purpObes,  aid  of  any  si/e  or  tlncfc 


Also. 
Railroad.-^, 
required. 

Aug.  10, 1853. 


Son 


ce  No. ;«(  Clifl  street, 
New  York. 


B. 


Drawing. 

BLANDOWSKI,  Topotraphical  and 
mental  Draughtsman  fnd  Desi^er. 


Orna- 


accurately  drawn,  enlaiged  dr  reduced  from  notes 
or  copies.  Oroamental  dcsigtis  for  decorations, fur- 
niture, fences  and  oruamentatl  foundry  work.  Ar- 
chitectural designs.  Drawings  from  nature  care- 
fully prepared. 

R£F£RENCE8.  Mcssrs.  Millar  and  Freund,  Lig- 
neous Marble  Works,  coraer  of  Franklin  and 
Center  streets.  New  Vork.  Also  H.  \ .  Poor,  Esq., 
Editor  Railroad  Journal,  andi  Zerah  Colbum,  As- 
sistant do.  ! 

Address,  care  of  Railroad  Journal,  9  Spruce 
street  New  York. 


*fie  St.,  I 


cent, 
each. 
New  York. 


Bonds,  whole 
coupons  pay- 


mature 


SIMEON  DRAPER,  46  P>ie  St.,  offers  for  sale 
a  variety  of  Railroad  Boijds  and  Stocks  ;  also, 
State,  City,  Town  and  Coiintry  Bonds,  among 
which  arc  :  1 

State  of  Pennsylvania  5  pet  cent,  coupon  Bonds, 
S1,000  each,  coupons  payaple  Feb.  1  and  Aug! 
1,  in  Philadelphia,  mature  1^77. 

Sutc  of  Georgia  7  per  aent.  coupon  Bonds, 
S600  each,  coupons  payable  ^an.  1  and  July  1  iu 
Savannah,  mature  1861.        | 

State  of  Wisconsin  12  per  jcent.  coupon  Script, 
for  improvement  of  Fox  anl  Wisconsin  Rivers' 
whole  issue  S7o,000,  coupon  payable  Jan.  I  iu 
New  York,  mature  1862. 

State  of  New  York  5  pet  cent.  Canal  Certifi- 
cates,  interest  payable  in  NeV  York. 

City  of  Troy,  N.  Y.,  6  per 
issue  $500,000,  Bonds  $1,000 
able  Jan.  1  and  July   1,  in 
1867  and  1872.  j 

City  of  Newburg  6  per  cenl.  Bonds,  whole  issue 
$100,000  coupons  payable  Matcfi  1  and  Sept.  1,  in 
New  York,  mature  1873.        | 

City  of  Racine,  Wis.,  7  perjcent.  Bonds,  whole 
issue  $300,000  bonds.  $500  and  $1,000  each, 
guaranteed  by  the  R.  J.  and  Mississippi  Railroad, 
and  convertible  into  its  sto^k,  coupons  payable 
Jan  1  and  Jnly  1,  in  New  Yotk  mature  1872. 

First  Mortgage  Convertible^  per  cent.  Bonds  of 
the  Buffalo,  Corning  and  Kew  York  Railroad, 
whole  issue  $550,000,  coupons  payable  in  New- 
York,  April  1  and  Oct,  1,  mature   1867. 

First  Mortgage  Convertible^  7  per  cent.  Bonds 
the  Western  Vermont  Railroafd,  whole  issue  $40l>,- 

000.  cupoDS  payable  iu  New  Vork  Jan  1  and  July 

1,  mature  1861-'7l. 

First  Mortgage  Convertible  7  per  cent.  Bonds 
of  the  Columbus,  Piqua  aufl  Indiana  Railroad, 
whole  issue  of  $600,000,  coupDns  payable  in  New 
York  Jan.  1  and  July  1,  maairel862. 

First  Mortage  Convertible  7  per  cent.  Bonds  of 
the  Mississippi  and  Rock  Ri\ier  Junction    whole 


issue  $400,000,  coupons payak 
and  July  1,  1868. 


iu  New  York  ivuX 


j^ii,i  iji  1 1  ■■f^nqq|;^r<'^gn|^^i^;<>^«i!r*a^«l*(T!npr 


^rtr. 


,»,  H.  Jf  »i»i»?5P«PW??!5*»l«,l*.,^H 


m^jni^}!  *»MK^V  ^Bppjnw^?5»w»;y*|»^sn4'. 
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First  Mortgage  Convertible  8  per  cent.  Bonds  of 
the  Milwaukee  and  Missi.«sippi  Railroad,  whole 
issue  S600,000,  coupons  payable  in  New  York  Jan. 
1  and  July  1,  1802. 

First  Mortg;ige  7  per  cent.  Bonds,  Corning  and 
Blossburg  Railroad,  whole  issue  ^150,000,  coupons 
payable  in  New  York  May  land  Nov.  1.  mature 
1873. 

First  Mortgasre  7  v)er  cent.  Bonds,  Toledo,  Now- 
walk  and  Cleveland,  whole  i.ssue  $5*26,000 coupons 
payable  in  New  York  Feb.  1  an<l  Aug.  1,  mature 
1863. 

First  Mortgage  7  per  cent.  Bond.s,  MansiieKl  and 
Sanda<«ky,  whole  issuu  S730,O0O,  coupons  payable 
in  New  York  Jan.l  and  Jnly  1,  mature  1860. 

First  Mortgage  7  per  cent.  Bonds  Vt>rmont 
Valley,  whole  issue  S38<),()00,  coupons  payable  in 
New  York  April  1,  Oct.  1,  mature  1861. 

First  Mortgage  7  pe/  cent.  Bonds  Troy  and 
Bennington  Railroadjthole  issue  $100,000  coupons 
payable  in  Troy,  New  York  Jan.  1  and  July  1, 
mature  1862. 

First  Mortgage  7  per  cent.  Bonds  New  Jersey 
Central  Railro;id,  wliole  issue  ^1,500,000,  coupons 
payable  iu  New  York  Feb.  1  and  Aug.  1.  mature 
186070. 

First  Mortgage  7  per  cent.  Bonds,  Brunswick 
Canal  Co.,  whole  issue  §200,000,  coupons  payable 
in  New  York  Jan.  1,  July  1.  mature  1867. 

Also,  Second  Mortgage  Bonds  of  many  of  the 
above  Companies,  and  7  per  cent  Bonds,  Saratoga 
and  Washington  Railroad,  whole  issue  S34O,000, 
coupons  payable  in  New  York,  mature  1862. 

7  per  cent  Bonds  Troy  and  Boston,  whole  issue 
$300,000  coupons  payable  in  New  York  April  1 
and  Oct.  1,  mature  1804. 

10  per  cent.  Bonds  Mansfield  and  Sandusky 
Railroad  Co.,  whole  issue  S170,000,  coupons  pay- 
able in  New  York  April  1  and  Oct.  1,  mature  1855' 
67. 

7  per  cent.  Mortgage  Bonds  of  the  Atlantic 
Steamship  Co.,  whole  issue  3700,000,  coupons  pay- 
able in  New  York,  mature  1865. 

8  per  cent.  Convertible  Bonds  of  the  Michigan 
Central  Railroad  Co.,  whole  issue  S2,469,500, 
coupons  payable  in  New  York  April  1  and  Oct.  1, 
mature  1860. 


Notice  to  ContractOKs. 


mmmm 


PROPOSALS  for  the  Grading,  Miisonry  and 
Bridging  of  portions  of  the  Oirard  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Journal  Oflace,  New  York,  on  the  1st  of  October 
next. 

Plans,  Profiles  and  other  required  information 
will  be  furnished  at  that  time.  The  entire  length 
of  the  road  is  225  miles ;  commencing  at  Girard, 
in  Russell  County,  on  the  west  bank  of  the  Chat- 
tahirchu  river,  opposite  Columbus,  Ga.,  and  run- 
ning to  Mobile,  52  miles  south  of  Girard,  is  under 
contract,  23  miles  nearly  complete.  The  amount 
of  subscription  up  to  date  is  $2,766,000.  The  pro- 
bable cost  of  the  road  is  $4,000,000. 

That  portion  of  the  line  between  Greenville  and 
Mobile  (115  miles)  will  be  placed  under  contract 
as  soon  as  the  Mobile  subscription  of  $1,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President. 

GEO.  S.  RUNEY,  Chief  Engineer. 

Girard  Railroad  Office,  &tk  July,  1853. 


To  Contractors. 


SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  Chesapeak  and  Delaware  Canal 
Company,  No.  64>^  Walnut  street,  Philadelphia, 
until  the  'l5th  day  of  September  next,  for  the  con- 
struction of  the  NEW  LOCKS  to  be  made  on  the 
Chesapeake  and  Delaware  canal.  Plans  and  spe- 
cifications for  said  Locks  will  be  exhibited  at  the 
office  of  the  Company  on  and  after  the  8th  of 
September.  ^^^^^^  ^    ^^^^ 

President  Ches.  and  Del.  Canal  Co. 
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Lraflh  of  ivu,  laytkaf  ikMt  af  MM  fMt  wiik  rw- 
fMt  Mbtjr  for  flrary  kimtti  tnv«L  TV  aWr*  nt 
rapraMnti  a  Weodaa  Bridf*  with  ■  rml.  TIm  anuf*- 
■eat  for  Um  Iroa  Briif  m  ndi  u  to  •▼•id  aO  Oie 
bad  dbets  cfduamt  ol  TMucratv*.  Tot  a  fell  de*- 
•riptiMi,  w*  MUBPbleto  t  liK  nither  iafonaatioB,  rea- 
pMdaf  modali,  nAu,  ««..  nniy,  bj  lener  or  other- 
to  Ann  warn,  w  Jourea  F.  Taana,  Pr»- 


Notiee  to  Contractors*:  v 

BUFFALO  <fc  PITTSBURGH  RAILROAD. 

SEALED  PROPOSALS  will  be  received  at  (he 
Engineer's  office  in  the  city  of  Buffalo,  luitil 
the  20th  day  of  September  next,  for  the  gradation, 
masonry,  and  fjr  the  entire  construction  of  the 
line  of  road,  (about  75  miles)  between  the  city  of 
Bntfalo  and  tne  Pennsylvania  state  line,  in  the  val- 
ley of  Tunangwant. 

Plans  and  specifications  will  be  ready  for  in- 
spection at  the  office  of  the  engineer  on  and  after 
the  10th  day  of  September  instant.  The  proposals 
may  be  made  for  the  grading,  masonry,  ties,  fenc- 
ing and  entire  construction  in  a  single  proposition 
or  for  the  same  and  all  items  separately  and  in  in- 
dependent propositions  ;  and  proposals  as  above 
for  a  single  section  or  any  number  of  sections  will 
be  received,  the  company  reserving  the  right  to 
reject  such  propositions  as  are  not  satisfactory. 
Any  further  information  desired  may  be  obtained 
by  addressing  Hon.  Orlando  Allen,  president  of 
the  company,  Buffalo. 

Proposals  are  invited  from  contractors  of  ability 
for  the  whole  road.     Buffalo,  Sept.  1,  1853. 

E.  R.  BLACKWELL,  Chief  Engineer. 

Notice  to  Contractors. 


B9ljEc3BEj 


THE  UNDERSIGNED  will  receive  proposals,  at 
the  railroad  office  in  Indianapolis,  to  construct 
the  Evansville,  lndianapolis,and  Cleveland  Straight 
Line  Railroad  from  Evansville  to  Indianapolis. 
The  proposals  will  be  for  the  whole  line,  150  miles, 
more  or  less,  or  for  either  of  the  three  sections  of 
about  50  mileseach.  Firet  from  Evansville  to  the 
crossings  of  the  Ohio,  and  Mississippi  railroad  in 
Davise's  Co., ;  second,  from  that  point  to  Spen- 
cer, Owen  county  ;  Third,  From  that  point  to  In- 
dianapolis. The  bid  will  be  for  the  whole  work  the 
comoanyfindingthc iron, chairs,  andspikes),  up  to 
the  rolling  niaihincry,  or  for  the  earth  and  rock- 
work  alone.  The  proposal  will  state  what  part  of 
the  pay  will  be  received  in  real  estate,  bonds,  and 
stock  of  the  c<»mpany. 

0.  H.  SMITH,  President. 
WiLi..\KD  Carpenter,   Vice  President. 
Augt.  13,  1863. 


Railroad  Spikes. 

THE  Subscribers  aro  inaiiiifacturiiH?  Railroad  Spikes  with 
SwETT'8  Patent  Improved  Machines;  aiid  are  prepare<1 
to  execute  orders  for  any  quantity,  ou  the  most  favorable  term:}. 
These  Spikes  are  made  of  the  />est  quality  of  iroii,  and,  for  shap^ 
and  tiiiiuh,  are  superior  to  any  others.  Railroad  companie.s  and 
others  in  want,  are  respectfully  solicited  to  order  a  sample  be- 
fore purchasing  elsewhere.  AH  orders  will  receive  prompt  at- 
tention. ^  8WETT,  ELLIOT  &  CO. 
PitUburgfa,  Pa.,  August  26, 1853. 


OFFICE  CINCINNATI,  HAMILTON  and  DAY- 
TON Railroad  Company.— Cincinnati,  Aug. 
9th,  1863. — The  directors  of  this  company  have 
this  day  declared  a  dividend  of  five  per  cent,  on 
their  capital  stock,  payable  to  the  stockholders  re- 
gistered in  Cincinnati  on  demand,  and  to  those  re- 
gistered in  New  York,  on  and  after  the  25th  inst., 
at  the  office  of  the  Ohio  Life  Insurance  and  Trust 
Company,  in  Now  York. 

Im.  FRANK  S.  BOND,  Sec'y. ' 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL,'* 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  reapectfVilly  iolicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  Exhibits, 
Time-tables,  Circulars,  Tickets,  4-c.,  <f^. 

J.  H.  SCHUL.TZ  &  CO. 

New  York  April  9,  1663. 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 

HENRY  V.  POOR,  Editor. 
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J^^  The  Mechanical  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerah 
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same  expen.se,  and  with  a  good  degree  of  comfort,  iings  for  August  are  5100,621  76.  A>suiuii  g  this 
o  fulfill  all  these  conditions  was  no  easy  task.  It  irate  for  the  coming  year,  wli  ich  we  think  « ill  be 
is  no  longer  strange  that  it  required  nearly  a  year , exceeded,  and  we  have  a»i  f»r;.Tegate  of  »i,o67,- 
or  two  for  the  railroad  company  to  see  clearly  the|632  12.  Estimating  one  hall"  of  this  sum  for  er- 
task  that  was  before  tliem,  and  to  bring  up  thejpenbes,  and  there  will  be  left  S783,76G  56,  which 
management  of  the  road  to  that  degree  of  perfoc-  is  more  than  seven  per  cent  kii>on  the  entire  cost 
tion  necessary  to  achieve  it.     After  repeated   tri-  jof  the  road.  Now  altliough  i\  will  wobat.ly  r«.-quire 


als  and  disappointments,  to  which  it  is  useless  now 
to  refer,  this  has  been  done.  The  degree  of  suc- 
cess obtained,  may  be  best  estimated  from  the  fact 
that  the  River  competition  for  first  class  passen- 
gers is  completely  broken  down.  It  no  longer  pays 
tb*  run  the  magnificent  day  boats  that  used  to  ply, 
and  their  places  are  now  takea  by  the  Armenia 
and  the  George  Washington,  which  are  mere  divii- 
nutivef  both  in  size  and  accommodations  to  the 
stately  and  gorgeous  palaces  to  which  they  have 
succeeded.  Even  these  are  but  i)Oorly  patronized. 
The  night  boats  are  mainly  given  up  to  freight  and 
emigrant  passengers,  upon  which  they  will  have  to 


Hudson  Ri^er  R.alUroa«l. 

We  regard  the  experience  of  the  past  year  as  de- 
cisive as  to  the  question  of  the  success  of  this  great 
work.  A  year  ago  the  Hudson  River  boats  main- 
tained so  formidable  an  opposition  and  divided  so 
large  a  portion  of  the  travel,  that  the  ability  of 
the  road  to  sustain  their  competition  was  an  un- 
solved problem.  It  was  impossible  to  say  which 
had  the  advantage.  But  causes  were  then  at  work 
which  have  completely  turned  the  scale.  To  com- 
pete with  the  river,  it  was  necessary  that  both  the 
road  and  its  management  should  be  superior  to 
any  in  this  country.  A  more  delightful  mode  of 
travelling  cannot  be  imagined  than  by  steamboat 
upon  the  Hudson.  These  floating  palaces  aflbrded 
every  comfort  to  be  found  in  the  most  luxurious 
abodes.  They  moved  at  nearly  the  ordinary  rate 
of  passenger  trains  on  most  roads.  The  scenery, 
on  the  whole  route  to  Albany,  (only  advantageous- 
ly seen  from  steamboats,)  is  celebrated  the  world 
over  for  its  beauty  and  grandeur.  The  distance 
by  river,  or  by  railroad  is  the  lame.  The  traveller 
ootild  be  drawn  from  the  river  only  by  being  taken 
the  same  distance  in  hal/  the  time,  at  about  thf 


$2,000,000  more  to  complete  the  road,  we  see  no 
reason  why  the  earnings  should  not  iiicroa.'^e  in  JUi 
equal,  and  in  fact  greater,  ratio,  th.tn  ibe  cost ;  nor 
why  from  this  dale,  the  ro;i|d  should  not  pay  at 
least  7  per  cent  upon  it^  copt.  8\ich  we  believe 
will  be  the  result. 

We  must  say  that  we  hav  e  been  surprised  at  a 
success  which  seems  no  lonj  ;er  problematical.  Till 
we  saw  the  fact  wo  did  not  believe  that  so  large  a 
part  of  the  travel  would  quit  the  river  for  the  land 
route.  The  company  «ies^r\'e  the  success  they 
have  achieved.  The  time  allowed  for  the  express 
trains  between  New  York  and  Albany  is  four  hours, 


almost  solely  rely.  The  glory  and  pride  of  steam-  requiring  a  speed  of  nearly]  forty  miles  an  hour, 
boat  navigation  on  the  Hudson,  once  the  pride  and  The  trips  are  performed  wjth  great  punctuality, 
boast  of  the  country,  has  departed.  This  great 'and  every  precaution  is  uien  to  secure  the  safe- 
highway  has  degenerated  to  a  mere  channel  of*)/-  'ty  and  comfort  of  the  traveller.  The  rate  of  fare 
siness.  The  few  who  still  patronize  the  day  boats  |  is  only  one  cent  per  mile,  oi  one  half  less  than  the 
in  summer,  are  the  strangers  who  wish  for  once  in  average  charge  of  other  firlt  class  eastern  roaeto, 
their  lives  to  behold  the  magnificent  scenery  of  »nd  less  than  one-third  tlje  amount  charged  on 
which  they  have  heard  so  much.  Southern  roads.     The  result  on  the^  Hudson  River 

While  the  passenger  business  has  been  rapidly  railroad,  is  an  era  in  the  hjstory  of  this  country, 
declining  on  the  river,  that  of  the  road  is  increas-  and  shows  what  can  be  cffoited  by  a  system  of  low 
ing  in  equal  ratio.  For  the  last  three  months,  the  prices,  unit«d  with  high  s^cd  and  good  manage- 
increase  of  receipts  upon  the  road,  which  are  al-  cment. 
most  entirely  from  passengers,  have  been  as  fol-      To  the  city  of  New  York Itho  value  of  this   road 


lows,  viz; 

1868. 

June $94,978  79 

July 121,684  00 

August.... ..130,627  76 

ToUl.:..  ......$347,180  65 

230,299  71 


1852. 


Gain S116,886  84 

or  over  60  per  cent. 

While  such  are  the  results  that  the  road  has  a- 
chieved  upon  the  course  of  travel,  the  question  of 
principal  and  interest  is,  their  bearing  upon  the  va- 
lue of  the  road  as  an  investment.  The  cost  of  th9 
road  up  to  the  present  time  Is  probably  $11,000, 
iOOO,  the  Interest  oq  which  is  $770,000.    The  eam- 


cannot  be  estimated.     It  bj-ings  the  most  remote 
portion  of  the  state  within  an  easy  days  ride  of  the 
$64,827  73  city.     A  traveller  leaves  BuflTalo  in   the  morning, 

"Q  4fi^  M"  *°*^  ^^^^^  ^"  *'^*^  evening  isjcomfortably  housed  in 
'  New  York,   having  made  4  journey   of  over   470 

$230,299  71 1  miles.  The  greater  part  ott/iis,  and  considerable 
portions  of  neigh>>oring  states,  are,  through  the 
means  of  this  road,  brought  within  I'/u  days  jour- 
ney of  this  city,  at  rates  tnat  tempt  nearly  every 
body  to  travel,  and  New  york  is  fast  becoming 
the  shopping  place,  not  onlkr  for  this  state,  but  for 
large  portions  of  New  England.  A  person  who  has 
a  few  dollars  to  spend  is  at^^racted  hither,  becMUe 
by  doing  so,  be  ''k^Ut  two  kirds  wLlk  one  stone;"—' 
makes  a  better  selection  ofwhat  he  wants,  and  sees 
the  tifkts  at  the  same  tim^.     What  is  true  of  tbU 
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state,  is  nlso  true  of  a  considerablo  portion  of  thf 
west,  which  is  drawn  to  us  in  consequence  ot 
cheap  and  expeditious  travelling  over  the  above 
route.  If  New  York  possesses  unsurpassed  cam- 
nurdal  advantages,  she  ia  becoming  equally  dis. 
tiuguished  for  the  excellence  of  the  artiUcial  ave 
nues  which  oonnect  her  with  the  interior.  The 
Erie  canal  is  now  that  great  channel  for  freight 
betwejn  the  east  and  the  west.  The  Hudson  Rivir 
R. R. is  equally  a  partof.thegreatrouteoftravellx  - 
tween  the  same  extremes  of  the  country.  Next  to 
the  Hudson  river  and  the  Eriu  canal,  we  regard 
the  Hudson  River  railroad  as  the  most  important 
means  of  maintainiug  the  present  and  deveIo)>iiig 
the  future  greatness  of  New  York;  and  we  are 
gratified  that  ihi'sc  to  whose  public  spirit  and  un- 
ifaulteritig  energy  amid  the  greatest  obstacles  and 
i  discouragement H,  so  much  is  due,  are  so  soon  to 
I  reap  the  otibj  pecuniary  reward  they  ever  looked 
ifor,  a  Siitisfactory  income  upon  the  cfl5<  of  the  road. 

Rail^vay*  of   tlie  UultcU  StateSi 

Wo  give  beiowan  article  from  the  London  Times 
upon  the  Railroads  of  the  United  States.  Our  read- 
ers will  see  that  the  article  is  made  up  entirely  ol 
extracts  from  ditlerent  numbers  of  the  Journal.  It 
lis  none  the  worse  for  this,  however.  The  first  ta- 
ble given,  we  published  on  the  6th  of  Nov.,  186:2 ; 
the  others,  January  1,  1863.  An  article  published 
in  the  J(>Mrn^  January  29,  1858.  is  the  basis  of  th« 
one  in  the  Times  We  should  have  liked  it  had 
3redit  been  given,  but  we  are  still  content  with 
Lhe  good  which  we  hope  we  have  accomplished, 
n  presentiug  a  clear  and  intelligible  view  of  ou) 
mblic  works  before  the  European  public. 

The  augmentation  of  American  wealth  and  the 
ilevelopmeut  of  American  resources,  are  due  tosi. 
jreat  an  extent  to  the  railroads  that  have  alretvl) 
>een  built,  and  sucli  va^t  amcmnts  have  been  in 
■  rested  in  them  by  Europeans,  that  I  have  conside- 
red the  subject  worthy  of  lull  investigation  for  my 
eorrespondence  in  Tlie  Times.  I  propose  in  thi.- 
^tter  to  begin  a  more  thorough  and  detailed  accoum 
<>f  the  progress  of  our  railways,  in  order  that  youi 
teaders  may  form  their  own  conclusions  in  regard 
tio  a  matter  which  interests  to  them  so  deeply  — 
tlE.  how  safe  and  valuable  are  the  railroad  bond> 
ind  securities  of  the  United  States  for  permaneui 
ibvestment. 

;  1.  In  all  instances  the  railroads  of  the  United 
itates  have  receivi-d  their  cliartei«  from  the  Oo- 
terument  of  the  several  states  through  which  theii 
lioiites  extend.  I  am  not  aware,  with  a  few  excep 
tlons,  of  an  instance  in  which  the  application  of  a 
tjorapany  for  a  charter  for  a  railway  has  been  re- 
nisetl,  provided  the  responsibility  of  the  applicants, 
dr  the  amcmnt  of  capital  stock  subscribed,  has  al- 
drded  a  satisfactory  gurantee  for  tl»e  execution  oi 
their  designs.  The  powers  and  privileges  conferred 
by  these  state  charters  are  very  similar  to  thosi 
cpnferred  by  the  British  Parliament.  Railroad  pro- 
perly in  the  United  States  occupies  the  same  re- 
lition  to  stato  government  as  the  property  of  in- 
dividuals. The  companies  are  iude|>endent  in  their 
ac  ion,  and  responsible  to  the  state  authorities  as 
private  citizens. 

2.  I  shall  dwe  1  more  particularly  upon  the  West- 
ern lailroads,  because  their  history,  condition,  and 

prospects  more  materially  concern  European  I'ead- 

efs,  their  bonds  being  those  now  most  frequently 
in  the  market.    A  very  large  number  of  the  West- 
ern railroads  have  obtiiiied  their  charters  under 
wihat  arc  termed  general  railroad  laws  in  diMtinction 
Atom  special  sUitutes,  enacted  for  the  incorporation 
of  c  Mupauies  named  withhi  the  acts.     Wibhiu  the 
last   few  years  the  tendency  in  this  country  ha.><  '< 
been  to  general,  rather  than  to  special,  legislation.  \ 
The  great  slates  (New  York  leading  the  way)  have  | 
maoy  of  them  enacted  general  laws  authori/.in^  the  { 
eaottructioD  and  providing  for  the  ouoaf  ement  ot 


ailways,  as  well  as  other  corporations  and  great 
mstilntious.  Gh;ner«l  railroad  laws  now  exist  in 
.Vew  York,  IlUuois,  Ohio,  Indiana,  and  Wisconsin, 
in  all  of  which  states  special  charters  oonferring 
special  powers  i«re  prohibited.  Tbe  same  principle 
of  legialalioD  will  doobtleM  be  adt^tcd  in  the  other 
•.tales.  There  are  many  advantages  to  the  public 
in  general  laws,  particularly  as  they  concern  rail- 
ways, for  mono|>olieB  are  thereby  tendered  im- 
possible, and  the  ^aciple  ot Itissez  faire  is  adop- 
ted and  carried  out  with  the  least  possible  inter- 
ference with  private  rights.  Under  their  operation, 
a.s8ociations  of  men  have  the  same  eight  to  con- 
struct railroads  as  to  build  factorifB  or  abips,  and 
It  is  found  by  experience  that  each  community  is 
IS  fully  couip)etent  to  regulate  it  is  own  affairs. 

3,  Tbe  stock  aod  bonds  ofxailruads  are  r^tgarded 
.is  personal  property,  and  a-s  such,  within  specific 

imitations,  subject  to  tjixatiou.  No  tax  ever  can 
le  Liid  upon  (ho  b«d  of  »  road,  its  iron,  cars,  &c.; 
but,  where  valuable  real  estate  is  owned  for  de- 
,)ni8,  taXis  may  be  levied.  But  shares  and  bonds 
jan  only  be  ta.\ed  to  tin!  holder  thereof:  and,  of 
course,  c;mnot  be  taxed  when  held  abroad.  In  this 
respect,  EurojK'an  holders  of  American  shares  and 
stocks  have  an  advantage  over  ourselves. 

4.  Companies  organized  under  general  laws  can- 
lOt  be  dissolved  without  special  authority  from  the 
Legislature  of  a  state ,  and  if  the  time  comes  thai 
iny  American  railroad  Company  asks  for  a  dis- 
solution, then,  and  then  only,  will  the  property  of 
(he  company  be  distribiied  pro  rata  among  the 
stockholders.  I  do  not  know  a  single  onerous  con- 
tition  or  obligation  laid  upon  an  American  railroad 
ompany  by  any  state,  while  I  an  not  aware  that 

«ny  railroad  corporation  has  been  formed  in  Eng- 

aiid  of  which  the  same  can  be  said. 

6.  No  railroad  can  exist  in  the  United  States  that 
lias  any  right  to  declare  dividends  until  it  has  dis- 

:harged  all  its  obligations  due  at  the  time;  and  all 
its  bonds  and  debts  of  every  description  take  pre- 
cedence, and  can  be  prosecuted  and  collected  be- 
ibre  the  original  stockholders  can  either  receive  a 

lividend  or  profit  from  it  in  any  shape  whatever, 
if  there  be  a  failure  to  pay  its  bonds  or  mortga- 
.jes  the  bondholders  or  mortgages  can,  by  a 
fhortand   simple    legal  process,    become    vested 

vith  entire  control  over  the  jiroperty,  and 
luanage  it  on  their  own  account.  In  other 
>vord8,  the  right  to  iq>ply  the  weilknown  principles 

'flaw  to  the  relations  of  mortgagees  and  mortgagor^, 

>btain  in  all  our  railroads,  and  they  can  be  enfor- 

•ed  by  any  court  of  equity  within  the  judicial  di- 
<trict.  The  payment  of  railroad  bonds  is  generally 
secured  by  deed  of  trust  to  some  known  and  re- 
sponsible citizen  of  New  York  as  trustee ,  with  full 

.ower  given  in  the  deed  to  the  trustee  totakepoa- 

eaaionof  theroad,  its  income,  franchises,  {lersonal 
.^tiects,  &c.,  in  case  of  default,  and  to  sell  the  same 
I  or  cash  to  the  highest  bidder,  at  sixty  days'  notice, 

vithout  the  inli-rveiition  of  a  Court  of  Chancery. 

6.  Nearly  all  the  bonds  issued  by  American  rail- 
kvays  have  the  same  general  features.  They  are 
■ither  secured  by  mortgage  u|K)n  llie  property  of 
the  roads  themselves,  or  they  are  common  bonds 
for  the  payment  of  money.  But  they  are  subdi- 
vided into  two  classes — those  which  are  convertible 
into  stock  at  the  option  of  the  owner,  to  the  amount 
of  their  face,  whenever  the  owner  sees  fit;  or  they 
have  no  such  condition  attached.  Convertible 
iiondshave  an  advantage  over  the  latter,  in  as  much 
.ks  they  can  be  converted  into  stock  so  soon  an  that 
^tock  rises  above  par.  This  condition  has  been 
found  peculiarly  advantageous  to  many  of  the 
bonds  of  the  Western  roads,  since  the  stocks  of 
most  of  these  roads  have  gone  above  par  as  soon 
as  they  were  completed. 

7.  Nearly  all  the  Western  railroads  were  projected 
and  built  ft»r  the  special  benefit  of  the  people  them- 
selves in  those  districts  through  which  they  pass. 
Their  .sole  object  was  to  be  brought  nearer  to  a 
market  for  their  produce,  and  toany  munici|ial  bo- 
dies subscribed  for  stocks  with  no  expectatiou  that 
theywould  ever  become  valuable  in  any  other  way. 
Capital  was  scarce  in  the  West,  at  it  Is  in  most 
new  countries.  There  was  a  serious  want  of  outlets 
to  New  York  and  narigable  streams.  Henc*  tbeM 


railioads  were  undertaken  with  tlie  expectation  of 
general  advantages  to  the  community.  But  cities 
and  ooui^esoouJd  not  create  debts,  or  ex{>eDd  the 
money  iulheir  tr«asui  i»;E  for  such  purposes,  witlioui 
special  authoriaatiuii  from  tlte  aute  legislatures. 
The  ebk£t.of  this  was  to gi«a  ohai-acter  and  bga- 
lity  to  their  acts,  that  they  might  have  binding 
force,  and  also  to  equalize  the  burden  of  those  debts 
orer  the  owners  of  pr<K>^tjr  in  those  sections. 

The  cliwters,  ihenifore,  oJ  almost  all  the 
Western  railroads  authorized  those  cities  and  count- 
ies through  which  they  passed  to  subscribe  by  a 
uniform  mode  to  the  stock  of  those  roads.  But  in- 
variably one  safe  condition  was  attached  to  this 
permissioB — that  such  action  should  he  authorized 
bya  vote  of  the  majority  of  the  citizens  themselves. 
This  voluntary  principle  has  worked  admir- 
ably, because  no  city  or  comity  has  had  the  right 
to  sabscribe  for  stock  in  roads  until  a  majority  of 
the  voters  thereof  so  decided  ;  and  thus  the  highest 
sanction  of  the  will  of  the  tax-payers  and  of  law 
was  impai  ted  to  their  action. — In  no  one  instance 
can  I  ascertain  that  any  city  or  county  has  thus 
incurred  a  debt  of  more  than  from  2  to  6  per  cent, 
on  the  taxable  property  of  its  citizens.  The  amount 
subscribed  by  cities  and  counties  hait  ranged  from 
?iiOU,000  to  S400,UO0,  where  the  taxables  would  rise 
as  high  as  from  $4.000,i)U0  to  $16,u(Ki,000. 

6.  These  municipal  debts  thus  cieated  have  been 
secured  by  all  the  guarantees  that  the  state  legisla- 
tures could  throw  around  them  The  cities  and 
counties  have  been  required  to  levy  and  collect,  in 
case  of  necessity,  taxes  (as  any  and  all  other  muni- 
cipal taxes  are)  from  their  own  citizens,  suflflcient  to 
to  pay  theinterestandprovideabalanceasasinkiiig 
fund  to  pay  oft' the  debt,  when  it  should  finally  l)e- 
come  due.  In  no  instance  has  any  Western  city 
or  couuty  hitherto  ne  lected  to  do  this,  nor  is  it 
likely  that  any  ever  will. 

7.  The  bonds  thus  issued  to  railroad  companies 
by  cities  and  counties  are  guaranteed  by  the  roads, 
and  then  sold  in  the  market.  They  have  all  the 
legal  force  of  a  lien  on  all  the  profwrty  of  those 
cities  or  counties,  real  and  personal,  and,  if  the 
proi)er  authorities  do  not  provide  for  the  payment 
of  the  interest  and  principal,  a  mandamus,  or 
an  ordinary  suit  at  law,  can  be  issued,  by  which 
all  the  leal  and  personal  property  of  the  citizens 
of  those  cities  and  counties  can  be  attached  and 
sold.  Many  years  since  the  city  of  Bridgeport,  In 
Connecticut,  gave  her  bond  to  a  railway  company 
for  $100,000.  For  some  reason  the  payment  of 
these  bonds  was  delayed,  A  holder  brought  a  suit 
against  the  city  in  the  State  Court,  and  the  Su- 
preme Court  decided  on  appeal  that  the  individual 
pro|>erty,  real  and  |«rsonal,  of  each  citizen,  was 
liable  for  the  debt  of  the  city,  «nd  could  be  sold 
on  execution  of  the  decree. 

10.  The  operation  of  these  laws  and  of  this  sys- 
tem of  subscription  W  roads  has  been  uniformly 
I  believe,  beneficent.  I  cannot  learn  that  tiiere  is 
a  completed  road  In  Ohio,  for  instance,  that  has 
paid  less  than  10  to  14  per  cent;  and  as  in  a  great 
majonty  of  instances,  the  cities  and  counties  that 
gave  their  bonds  have  been  enabled,  either  by  con- 
verting them  at  their  will  into  stock  or  otherwise, 
to  sell  them,  and  often  at  a  large  premium,  thus  rea- 
lizing large  |.roflts  for  thus  lending  their  credit 
The  city  of  Cleveland,  in  Ohio,  subscribed  S400, 
000  to  two  or  three  roads,  and  she  is  now  selling 
that  stock  at  a  premium  of  from  $24  to  $27  ad- 
vance. Her  taxable  profKirry  since  1849  has  risen 
from  $3  000,000  to  $7,000,000,  while  the  population 
as  well  as  taxable  property  has  increased  iu  almost 
the  same  ratio  in  those  cities  and  those  connties 
throughout  the  West  where  railroads  have  been 
built. 

11.  Another  point  of  vast  magnitude  should  not 
be  overlooked.  Nearly  all  the  roads  that  have 
been  constructed  in  the  West,  and  those  now  in 
course  of  construction  have  been  begun  within 
tbe  last  6  or  lu  years.  A  large  porUon  of  those 
roada  have  paid  from  7  to  10  per  cent,  before 
they  were  finished.  This  may  be  said  of  those 
which  strike  ofl  into  dense  forests,  as  well  as  of 
those  which  lead  from  city  to  city,  and  for  a  rea- 
WQ  that  will  be  obvious  to  every  reader.    A  rood 
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can  be  built  Dowbere  in  the  west  that  does  Dot 
nSbrd  facllitif^s  tc  agticulturaUst*  for  taking  their 
produce  to  market.  To  show  by  a  mathematical 
(iemotistration  the  whole  philosophy  of  the  subject, 
after  a  remark  or  two,  I  will  give  you  a  table  ex- 
hibiting; the  increased  value  of  agricultural  pro- 
ducts in  those  districts  where  there  is  railway  ac- 
cess to  markets,  and  in  those  districts  where  there 
are  nom-.  We  have  no  great  interior  markets. 
We  are  obliged  to  lind  tht-  si  a  coast,  to  which  our 
manufactures  of  almost  every  description  are 
mainly  confined  ;  and  from  which  of  course,  all 
our  exportations  to  foreign  countries  are  made. 
It  has  been  proved  that  agricultural  produce  can 
be  transported  over  railroads  at  one-tenth  the 
cost  that  it  can  over  earth  roads,  or  common  high- 
ways. The  table  I  now  give  will  show  the  amount 
that  is  saved  ;>^/- ton  in  transportation  by  railway, 
over  the  ordinary  highways  : 
Statement  showing  the  Value  of  a  Ton  of  Wheati 
and  one  of  Com,  at  given  points  from  market  as 
effected  by  cost  of  Transportation  by  Railroad 
and  over  the  ordinary  Road  : — 
,.  ■  ,.  Transportation  Transportation 

•     "       -  by  by   ordinary 

Railro<id.  Highways. 

Wheat.     Corn.    Wheat.    Corn. 
S    c.    S     c.    $    "c.      $    c. 
Value  at  market.  49  50    24  76    49  60    24  75 
10  miles  from  mkt.  49  36     24  60    48     0     23  25 
20        "  "        49  20    24  45    46  50    21  76 

30        "  "        49    6     24  30    45     0    20  25 

40        "  "        48  90     24  15     43  60     18  75 

50        ■'  "        48  75     24    0    42     0     17  25 

60        "  "        48  60    23  85    40  50     16  75 

70        "  "        48  45    23  70    39    0    14  25 

80        "  "        48  30     23  55     37  50     12  75 

90        "  "        48  15     23  40     36    0     11  25 

100        "  "        48    0     23  25     34  50       9  75 

110        "  "        47  86     23  10     33     0      8  25 

120        "  "        47  70    22  96     31  50      6  75 

180        "  "       47  55    22  80    30    0      5  25 

140        "  "        47  40    22  66     28  60      3  75 

150        "  "        47  25     22  60     27     0      2  25 

160        "  "        47  10    22  35    25  50      0  75 

170        "  "        46  96     22  20    24    o 

180        "  "        46  80     22    6    22  50 

190        "  "        46  65    21  90    21    0 

200        "  "        46  60    21  76     19  50 

210    .    "  "        46  35     21  60     18    0 

220        "  "        46  20     21  46     16  60 

230        "  "        46    5     21  30    16    0 

240        "  "        46  90     21  16     13  50 

260        "  "        45  75     21     0     12    0 

260        "  "        45  60    20  86    10  60 

270        "  "        45  45     20  70      9    0 

280        "  "        45  30    20  65       7  60 

290        "  "        45  15     20  40      6    0 

300        •'  "        46    0     20  26      4  50 

310        "  "        44  85     20  10      3    0 

320        "  "        44  70     19  96       1  50 

330        "  "       44  65    19  80      0    0 

You  thus  see  that  although  the  value  of  a  ton  of 
wheat  in  the  market  be  $49  50c.,  and  a  ton  of 
com  S24  76c.,  the  expense  of  getting  a  ton  of  the 
former  to  a  market  330  miles  off  by  the  common 
highway  eatu  up  all  the  value  of  it,  and  a  ton  of 
corn  in  170  miles  ;  or  in  other  words,  the  man 
who  should  get  his  wheat  for  nothing,  and  be 
obliged  to  carry  it  330  miles  over  the  common 
highway,  would  have  no  money  lefl  in  his  pocket, 
nor  make  anything  if  he  got  his  com  for  nothing 
and  had  to  transport  it  170  miles ;  yet  he  could 
take  wheat,  far  which,  he  paid  $44  65c.  per  ton, 

and  transport  it  by    railway   330  miles,  without 

losing  money,  and  when  he  got  his  com,  which 
cost  him  824  75c.  per  ton,  to  a  market  by  rail- 
way 170  miles  distant,  he  would  still,  after  ex- 
penses, have  $22  20c,  per  ton  left  in  his  pocket, 
while  the  man  who  transported  either  of  these 
articles  by  earth  roads  would  have  nothing. 

This  table  is  valuable,  because  it  shows  how 
permanent  and  secure  must  be  the  reliauces  of 
western  railroads  for  their  income.  The  vast 
bulk  of  our  Western  population  is  agricoltoral, 
and  will  long  continue  to  be  so,  and  by  far  the 
Uigast  proportion  of  the  reoeipta  of  their  n^wftyt 


will  be  from  the  transportation  of  freight.  There 
is  besides,  hardlya  country  in  the  world  where  the 
same  amount  of  labor  produces  an  equal  amount 
of  freight.  These  and  other  reasons  which  will 
suggest  themselves  from  the  facts  given ,  go  to  show 
how  solid  the  basis  would  seem  to  be  for  the  pros- 
perity of  the  Western  roads  generally,  while  the 
premium  for  which  their  roads  and  stocks  are  sel- 
ling, and  the  dividends  they  divide,  illustrate  the 
matter  by  incontestable  facts. 

13.  The  year  1862  has  been  the  most  prosperous 
year  for  our  railroads  in  operation  and  in  progress 
we  have  ever  yet  seen.  Their  increasel  earnings 
are  said,  upon  good  authority,  to  average  an  in- 
crease of  16  per  cent,  upon  their  tnU^axe,  and  10 
per  cent,  upon  their  losl.  Thir  vast  increase  is 
attributed  partly  to  abundant  crops  and  partly  to 
a  general  increase  of  activity  in  evcr\  department 
of  business;  but  in  this  country  more  than  in  any 
other  the  the  extension  of  the  railroad  system 
seems  likely  to  exert  a  beneficial  effect  upon  each 
individual  railroad  for  itself  There  is  scarcely  such 
a  thing  now  heard  of  as  travelling  or  f  eight  trans- 
portation except  on  railroads  or  by  water.  Our 
people  are  perceiving  that  undue  importance  has 
been  hitherto  attached  to  oar  canals,  and  it  is  now 
found  to  be  quite  difficult,  if  indeed  it  will  not 
ultimately  prove  impossible,  to  get  the  people  of 
the  State  of  New  York  to  appropriate  $10,000,000 
more  for  the  final  enlargement  or  completion  of  the 
canals  already  built  in  this  commonwealth  alone. 
Transportation  or  travel  by  canals  is  too  slow — it 
does  not  suit  the  electric  speed  with  which  we  are 
advancing.  We  may  therefore  expect  in  the  future 
that  little  more  will  be  done  for  canals,  while  a 
network  of  railroads  seems  destined  inevita'oly  to 
cover  this  continent. 

14.  I  give  you  below  a  tabular  statement,  show- 
ing the  number  of  miles  of  railroad  in  operation 
and  in  progress  on  the  first  of  January,  1853,  with 
the  specifications  for  each  state : — 

No.  of  No.  of 
mUes  in  miles  in 
States                          operation,  progress  Tot. 

Maine 396  111        606 

N.  Hampshire 600  42        642 

Vermont 439  ....         439 

Massachusetts 1,140  66      1 ,206 

Rhode  Island 50  32          82 

Connecticut 630  198        828 

New  York 2,160  1,004     3,154 

New  Jersey 254  85        839 

Pennsylvania 1,211  914     2,125 

Delaware 16  11           27 

Maryland 621  ....        521 

Virginia 624  610     1,234 

N.Carolina 249  248        497 

S.Carolina 599  296        866 

Georgia 867  203     1,070 

Florida 28  ....           23 

Alabama..'. v..  tHH  666>^  992t 

Mississippi 96  875        970 

Louisiana 63  200        263 

Texas 82       32 

Tennessee 186  509>^  649i 

Kentucky 94  669        763 

Ohio 1,418  1,736      3,164 

Indiana 756  979     1,734 

Michigan 427  ....         427 

Illinois 296  1,662      1,958 

Missouri 615        515 

Wisconsin 66  417        473 


Total 13,815   12,029  26,343 

I  have  carefully  compared  this  table  with  an 
authentic  one  published  one  year  before,  and  it 
shows  an  increase  of  2,500  miles  of  roads  built  and 
in  operation,  and  1,150  miles  of  roads  in  progress, 
during  the  short  period  of  twelve  months.  I  may 
also  add,  that  with  hardly  an  exception,  there  has 
been  a  corresponding,  if  not  a  greater,  increase  in 
the  revenues  of  the  American  Railways  during  the 
same  period. 

If  we  go  back  to  January  1, 1848,  we  find  that 
there  were  only  6,666  miles  of  road  in  operation  at 
th«  time,  while  the  table  I  harsfiveD  above  vbows 
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on  January  1,  1863,  IS.Slo;  1  spbjoin  another  U- 
ble,  showing  the  area  and  the  number  of  square 
miles  *<>  each  mile  of  railroad  ir  ^be  several  slates  • 

S<(.  miles 


States.  Areas. 

Maine J50,280 

N.  Hampshire 9.000 

Vermont 10^212 

Massachusetts 7.800 

Rhode  Lsland 1 ,306 

Connecticut 4.674 

New  York 46,000 

NewJersey 8,820 

Pehusylvania 46,0U0 

Delaware 2,120 

Maryland 9,;V>6 

Virginia 61,:i52 

N.  Carolina 46,000 

S.Carolina 24,600 

Georgia  68.000 

Florida 59,268 

Alabama 50,722 

Mississippi 47,150 

Louisiana 46,431 

Texas ^..  ...  .237,321 

Tennessee cT 46,608 

Kentucky 37,680 

Ohio 39,964 

Michigan 56,243 

Indiana 33,809 

Illinois 65,406 

Missouri 67,380 

W^isconsin 53,924; 


to  each 

Miles  of  mile  of 

railroad. 

railroad. 

506 

69.6 

642 

16.6 

43y 

23.2 

1,206 

6.4 

82 

16 

828 

5.6 

3,164 

14.6 

379 

24.6 

2.125 

21.6 

27 

78.5 

521 

18.4 

1.234 

49.6 

497 

90.5 

895 

27.4 

1,060 

54.7 

23 

2,576 

902  >.. 

56.2 

970 

48.7 

263 

176.4 

32 

7,416 

694 

r*.6 

723 

50 

753 

12.7 

427 

131.7 

1,734 

19.6 

1,958 

28.3 

615 

1380 

473 

11.4 

Total, 


25,343 


I  add  still  another,  showing  .the  population  of 
the  several  states  in  1860,  and  ihe  number  of  ia-  , 
habitants  in  each  to  one  mile  of  railroad  : 

Inhabitants 
Miles  to  one  mile 

of  of 

StatM.  Railroad.  Papulation,  railroad. 

Maine 606        583,188  1,612 

New  Hampshire 642        317,964  587, 

Vermont 439        114,120  716 

Massachusetts 1,206        ^94,499  828 

R.  Island 82         147,644  1,799 

Connecticut 828         $70,791  447 

New  York 3,164     3,#97,349  982 

N.Jersey 339        480,563  1,417 

Pennsylvania 2,126     2,^11,786  1,088 

Delaware 27  91,536  3,848 

Maryland 608        683,035  1,104 

Virginia 1,234     1,421,661  1,152 

N.Carolina 499        $08,903  1,748 

S.Carolina 895        668,507  747 

Georgia 1,060        905,999  866 

Florida 23  87,401  .5,800 

Alabama 902>^     ^11,071  866^ 

M  ississippi 970        fe00,566  025 

Louisiana 263        617,739  14*68 

Texas 32        212,692  7,043 

Tennessee 694),'  1 ,002,626  1 ,449 

Kentucky 763         t<82,405  1 ,304 

Ohio 164      1,980,408  628 

Michigan 427         $97,654  931 

Indiana 734        $88,415  570 

Illinois 948  51,470  434 

Missouri 616        1882,033  1,;;24 

Wisconsin 478        |B06,091  646 

Tou  will  therefore  see  that  Massachusetts  which 

has  1,200  miles  of  railroads  and  1.000,000  of  peo- 
ple baS  one  mile  of  railroawi  for  every  ts2S 
persons. 

Americans  themselves  can  hardly  imagine  the 
railroad  progress  of  the  United  States  till  they 
come  to  the  figures  of  what '  has  been  actually 
done ;  much  less  can  they  con>j>rehend  our  proba- 
ble progress  in  the  future.  Tijo.se  who  have  be- 
stowed the  most  reflection  on  the  subject  entertain 
no  doubt  that  the  construction  of  railways  iu  the 
sonthweetand  west — that  illimitable  granary  of 
the  world — will  continue  and  iacscase  with  aug- 
mented ratio  for  a  long  time  t^  come.  If  that  t&sI 
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district  ttliuuld  bo  supplied  witli  raihvitys  as  M.is- 
-lachiiseiis  now  18,  it  would  demand  at  least  100,- 
000  miles  of  railway.  What  student  of  political 
.economy  in  England  or  in  America  canfail  to  draw 
an  inference  liero  in  favor  of  free  trade  1  With  the 
Hup<M-ior  facilities  of  Qreat  Britain  for  manufactur- 
ing iron,  and  our  slill  gnater  facilities  over  her 
for  the  prosecution  of  agriculture,  who  is  so  blind 
aa  Dot  to  see  that  .she  ought  to  make  our  iron  and 
take  her  pay  for  it  iu  bread,  unlfss  bad  and  un- 
healthy legislation  interrupts  this  i.itural  order  of 
the  law  of  providence  1 

Tcauessee  aud  Alabama  Kailioad  Company. 

This  Company  organized  to  construct  a  railroad 
from  Nashville,  Tcnnesee  South  to  the  intersection 
of  the  New  Orleans,  Jackson  and  Great  Northern 
Railroad  with  the.  Tinnesee  River  and  the  Mem- 
phis and  Chariosioii  Railroad  at  Tuscumbia,  nearly 
opposite  Florence  Alabama  made  their  first  anual 
report  to  the  Stot  kliolders  on  the  19th  July  last, 
at  which  time  their  annual  meeting  was  hold  at 
Franklin  Tcnnesee. 

The  following  is  a  list  of  the  ofdciers  and  Board 
of  Directors:  John  S.CIaybrooke,  President.  R.  H. 
Bradley,  Trejisurer.  Capt.  John  Childe,  Chief  En- 
gineer and  Mr.  A.  Anderson,  President  Engineer. 

DIRECTOR  a. 

John  S.  Claybrooke,  Triune,  Samuel  Hender- 
son, Franklin,  Elijah  Thompson,  Franklin,  Tho- 
mas F.  Porkins,  Murfieo's  Fork,  Frank  Har.le- 
man,  Murfree's  Fork,  Peter  A.  Perkins,  Franklin, 
Thomas  Parkes,  Fraikklin,  James  11.  Wilson,  Little 
Harpeth,  John  McUayock,  Little  Harpeth.  M. 
Q.  L.  Claiborne,  Nashville.  Jefferson  Martin,  Law- 
renceburg,  Claiborne  H.  Kinnbard,  West  Harpeth. 
William  P.  Cannon,  Johnson  Jordan,  Harpeth  Lick. 

The  experimental  lines  of  Survey  were  com- 
menced by  the  Engineers  and  an  efRcient  corps 
of  assistants  about  the  27th  of  September  last 
and  having  been  concluded  and  estimates  of  the 
coat  of  construction  formed,  the  Board  selected  the 
most  eligible  route  and  leported  it  to  the  Stock 
holders. 

The  report  of  the  President  proceeds  aa  foilowr: 

The  direction  of  the  road  being  north  and 
■oath,  and  crossing  the  streams  and  ridges  nearly 
at  right  angles,  and  the  ridges  generally  being 
composed  of  deep  stratas  of  limestone,  it  required 
much  care  and  skill  in  selecting  a  judicious  and 
•cuaomicai  liD<i  for  the  location  of  the  road ;  but 
we  can  congratulate  you  in  the  good  fortanu  ot 
bavin;  obtained  the  services  of  an  ez[>erienced  and 
enlightened  Engineer,  with  well  qualified  assistants, 
whose  extensive  experience  in  locating  as  well  as 
in  constructing  Rail  Roads,  will  compare  favorably 
with  any  similar  ofdcers  in  the  Union. 

Much  of  the  responsibility  in  all  mattei-s  con- 
nected with  a  judiciou.<i  location  and  a  proper  and 
durable  construction  of  Rail  Roads,  devolves  upon 
the  Engineers,  therefore  it  is  all  important  that 
they  should  be  qualified  to  di.scharge  the  various 
duties  that  properly  and  legitimately  belong  to 
their  ofdce. 
j  Twenty-eight  and  half  miles  of  the  road  have 
'  been  placed  under  contract,  commencing  at  Nash- 
ville and  terminating  in  the  vicinity  of  Spring  Hill, 
including  graduation,  bridging  and  a  portion  of  the 
masonry.  The  whole  estimated  cost  of  the  said 
38}^  miles,  ready  for  the  iron  rails,  will  be  two 
hundred  and  eighty-seven  thousand  one  hundred 
and  three  dollars. 

The  necessary  surveys  for  the  determination  of 
the  location  of  the  road  as  far  at  its  terminus  on 
the  dividing  line  between  the  States  of  Tenessee 
and  Alabama,  have  been  made,  and  negotiations 
are  now  pending  for  the  connection  with  tne  Rail 
Roads  now  under  construction  in  the  States  of 
Alabama,  Mississippi,  Louisiana,  and  West  Tennes- 
see.    When  the  roads  shall  be  completed  and  the 


connections  formed,  NaalivUlo  aud  central  Ton- 
nessee  will  be  by  the  Tennessee  and  Alabama 
RailRoad,  placed  in  connection  with  New  Orleans, 
.VIeraphis,  Florence,  Mobile,  Huntsville,  and  all 
the  intermediate  country  and  towns. 

The  capiul  stock  oCthe  Company  is  represen- 
ted as  follows:  ^ 
Amount  subscribed  byindividnala,    $726,800  00 

bytiielownof 

Franklin 20,000  00 

"  "         by  the  county 

of  Davidson..       200,000  00 


Making  a  total  of    S945,300  00 

The  subscriptions  of  the  town  of  Franklin  and 
county  of  Davidson  were  made  payable  in  bonds, 
,iiid  the  bonds  aje  now  in  a  state  of  preparation 
lor  execution  and  delivery  to  the  Company,  after 
.vhich  they  will  be  negotiated. 

So  soon  as  thirty  miles  of  the  road  are  graded  and 
ihe  bridges  and  masonry  are  completed  and  crnsa 
ties  are  prepared  and  furnished  along  the  line,  rea- 
dy for  pnttiiig  down  the  iron  rails,  according  to 
the  general  internal  Improvement  law  ofTennes- 
.see,  the  Company  will  he  entitled  to  State  aid  or 
LO  the  bonds  of  Tennessee  for  S8,000  per  mile,  to 
pay  for  the  iron  and  machinery. 

The  object  of  the  Boanl  of  Directors,  has  been 
to  press  forward  to  completion,  a  section  of  tlnrty 
miles,  commencing  at  Nashville  and  terminating  in 
ibe  vicinity  of  Spring  Hill,  in  Maury  county,  and 
oo  have,  if  practicable,  the  locomotives  and  cars 
running  on  that  distance  of  the  Road  within  12 
months;  and  acconlingly  have  ordered  the  con- 
tracts to  be  made  for  the  necessary  quantity  of 
iron,  loQomotives,  cars,  &,c.,  which  will  put  that 
portion  of  the  road  in  complete  o|>eratioD. 

Such  a  policy  was  deemed  advisable,  to  carry 
forward  materials  for  constructing  the  road,  as 
also  that  so  much  of  the  capital  as  was  vested,  might 
not  be  dormant,  but  producing  an  income.  If  a 
Rail  Road  of  thirty  miles  in  length,  passing  through 
.1  rich  productive  and  densely  populated  country, 
will  pay,  we  are  clearly  of  the  opinion  that 
this  portion  of  Tennessee  trough  which  the  Ten- 
nessee and  Alabama  Rail  Road  runs,  will  compare 
favorably  with  tne  same  e.xtent  of  territory,  any 
wheru  in  the  valley  of  the  Missisippi. 

Fiom  a  comparison  with  two  roads  roa'ls  in 
Tennessee,  a  short  distance  of  which  were 
put  under  running  operation,  it  is  confidently  be- 
lieved that  the  road  from  Spring  Hill  to  Naahville, 
A'ill  pay  a  fair  profit  on  the  amount  of  capital  ves 
ted  in  its  construction. 

When  the  whole  road  shall  be  completed,  being 
about  one  hundred  and  twelve  miles  in  length,  and 
Its  various  connections  formed,  the  Board  of  Di- 
are  satisfied  that  it  will  be  one  of  the  very  best 
iuvestmenta  of  capital  in  the  southwest,  not  only 
because  it  passes  through  a  rich  and  densely  po 
pulated  country,  from  which  it  will  receive  a  hea- 
vy way  patronage,  but  likewise  from  its  connect- 
ion with  other  roads,  crossing  the  parallels  of  la- 
titude from  the  Lakes  on  the  north  to  the  Oulf  of 
Mexico  on  the  south,  the  Tenessee  and  Alabama 
Rail  Road,  being  the  iutermediate  link  or  line  of 
road  over  which  the  passengers  and  products  of 
the  two  extremes  will  necessarly  pass,  at  least  so 
long  as  the  centre  of  population  lies  east  of  said 
road. 

The  permanency  of  a  work  so  valuable  as  this 
is  contemplated  to  be,  should  be  well  executed, 
as  the  road  will  pass  over  a  section  of  country  that 
abounds  in  stone,  one  of  the  best  and  most  durable 
materials  for  construction.  The  cost  and  repair 
of  the  road  itself  alone  being  considered,  the  more 
substantial  structure  would  be  preferred  to  a  lighter 
one,  when  the  annual  repairs  of  the  latter  in  per- 
petuity, would  exceed  those  of  the  former,  by  an 
amount  greater  than  the  additional  first  cost  of  the 
former. 

From  practical  experience  and  observation,  the 
more  firm  the  roadway  and  the  more  complete  the 
finish  of  the  work  iu  all  its  parts,  the  leas  ia  the 
cost  of  transportation  upon  it,  consequently  the 
the  greater  are  the  profita  of  the  road  from  a  given 
amount  of  tranaportation  at  fixed  rates.       — -.  - 


Such  is   the  result  of  experience,  that  a  liberal 
and  judicious  expenditure  in  the  best  economy, 
and  this  rule  has  l)eeu  therefore  adopted  by  the 
Board  of  Directors  in  the  construction  of  the  road. 
The  Directors  will  close  this  rejwrt  by  a-ssurin^ 
you  that  the  enterprise  in  which  you  are  engaged, 
ia  one  of  much  importance  and  value,  not  only  as 
a  good  investment  of  cai  ilal  to  those  who  are  con- 
cerned iu  its  con.struclion,  but  the  whole  |K;ople 
along  its  line,  and  the  day  is  not  far  distiint  in  the 
future,  if  you  will  be  only  true  to  yourselves,  that 
any  assistance  you  may  need  to  hasten  it  through, 
will  be  freely  aSbrded  to  you,  from  the  north  and 
south,  and  along  the  whole  line,  such  will  be  the 
necessity  and  demand  for  a  thorough  and  complete 
cotmection  with  other  roads,  therefore  all  reaNona- 
ble  anlicipatious  and  expectations  wiU  be  realized. 
John*  S.  Claybrookk:,  Pres'dt. 
The  condition  of  the  finances  of  the  company  it 
shown  by  the  report  of  the  Treasurer  as  follows : 
The  undersigned   respectftilly  submits  to  the 
President  and  Directors  of  the  Tennessee  and  Ala- 
bama Rail  Road  Company,  the  following  rej)ort  of 
the  condition  of  the  books  of  the  Company,  on  the 
1st  of  July,  1863: 
Capital  Stock — which 
consi>ts  of  Individual 

Subscriptions S726,800  00 

Davidson  county  Sub- 
scriptions      200,00000 

Town  of  Franklin  Sub- 
scriptions       20,000  00 


Am't  in  Cash  ree'd  on 
Indiv.  Subscriptions . 

Am't  paid  out  for  Gra- 
duation and  Ma.son- 
ry 823,620  64 

Engineering 
&  coutin- 
genciea...      6,102  60 

Real  Estate        600  00 

incidental 
expenses..        709  10 

Ciisbonband        711 01 


$946,300  00 


$31,643  26 


Am't  in  work  after  de- 
ducting 20  per  cent, 
and  paid  In^tock, 

B3'    Marr    A 
Tarkington  $1,077  10 

By  Henderson 
&  Hughes..      984  44 

By  Perkins  &. 
Cannon....    8,686  24 

ByH.  &A.C. 
Maberry...    1,882  96 

ByJuo.Thomp- 
aon 1.87182 

By  Thompson 
ACore....    4,894  68 

By  Perkins  & 
Bradley...   2,988  78 


$31,648  26 


S16,780  61 


847,878  76 


Balance  of  original  Stock S8i^7,9::6  24 

;.  R.  H.  Bradlet,  Treasurer, 

T.if'  A.  R.  R.  Co. 

We  annex  in  full  the  report  of  the  Engineer 
which  abows  the  route  aelected  and  the  condition 
of  the  work  on  the  lat  July  laat 
To  the  President  and  Directors  of  tie  ■  t<-^. 

Tennessee  tf-  Alabama  Rail  Road  Company : 

Qentlbmen: — The  preliminary  surveys  for  the 
Tennessee  and  Alabama  Rail  Road,  under  its  pre- 
sent oi^anization,  were  commenced  at  Nashville, 
on  the  26tb  of  September  last.  The  charter  re- 
quires the  road  to  pass  by  way  of  Franklin,  S(iricg 
Hill,  near  Columbia  and  Mount  Pleasant,  to  the 
State  line  of  Alabama  in  the  direction  of  Florence. 
The  several  points  mentioned  divided  the  road 
into  sections,  and  the  surveys  and  location  were 
made  accordioglj. 

From  Nashville  to  Franklin  two  lines  were  ran, 
the  eMtera  by  way  of  Brown's  Creek,  Atkiosoo'e 
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And  Briilluy's  Qnps  ;  the  wutsiem  paitbiug  near  tlie 
PenitAiDtiary,  aud  through  Smith's  and  Barry's 
Oa|is.  F-roiu  the  Dotes  uf  a  survey  by  Mr.  Mead 
a  profile  was  constructed  of  his  liue  throutih  tht- 
Wliitu  Qap.  An  approximate  estimate  of  the  com- 
paialive  distance,  cost,  grades  and  curves  of  these 
lines  was  submitted  to  the  Board  of  Directors  in 
November,  aud  all  things  being  in  its  favor,  the 
eastern  was  selected.  The  location  was  immedia- 
tely commenced  at  Atkinson's  Gap,  and  the  first 
four  and  flve-eii;htb  miles  north  made  ready  for 
contract.  This  was  let  on  the  19th  of  November, 
and  work  commenced  by  the  first  day  of  Decem- 
ber, siuce  which  it  has  been  steadily  going  for- 
ward. 

The  surveys  were  resumed  south  from  Franklin 
and  two  lines  were  traced  to  a  common  point  four 
miles  beyond  Columbia,  one  of  them  passing 
through  Hood's  Gap,  the  eastern  part  of  Spring 
Hill,  and  the  town  of  Columbia;  the  other  b^ 
Fortll's  Mill,  Gidding's  Gap,  thiough  the  western 
part  of  Spring  Hill,  and  two  miles  west  of  Co- 
lumbia. A  map,  profiles  aud  estimates  of  the  two 
lines  as  far  a^  Spring  Hill,  were  submitted  to  the 
Board,  January  24tli,  and  the  western  line  being 
•electi'd  as  the  best  was  immedrately  located,  and 
together  with  that  part  of  the  road  from  Atkinson's 
Gap  to  Franklin,  was  put  under  contract  the  14tli 
of  February,  tho  whole  to  be  completed  by  the 
first  day  of  March,  1864. 

The  two  miles  next  to  Nashville  were  let  last 
month  to  a  comi>any,  who  have  commenced  the 
grading  with  energy,  and  if  not  prevented  by  sick- 
ness, or  otiu-r  misfortunes,  will  have  it  in  condition 
to  receive  the  track  by  the  first  day  of  February 
next. 

From  this  it  will  be  seen  that  all  the  graduation 
is  now  under  contract,  and  going  vigorously  for- 
wai"d,  from  South  Nashville  to  within  one  and  a 
halt  miles  of  Spring  Hill,  a  distance  of  twenty- 
eigiit  and  a  half  miles. 

The  bridging  is  all  Uiken  by  Maxwell,  Briggs  & 
Co.,  of  Knoxville,  an  energetic,  practical  aud  re- 
sponsible firm,  who  are  ready  to  complete  it  when 
called  upon. 

The  graduation  of  one  li(;ht  section  next  Spring 
Hill  reniiiins  unlet,  to  make  up  tho  thirty  mileh 
required  to  be  prtpared  lor  the  track  before  the 
Suttu  aid  can  b>.-  obtained. 

The  heaviest  masonry  between  Na-shville  and 
Spring  Hill  is  not  let,  but  arrangements  will  be 
made  that  the  op<'ning  of  the  road  wili  not  be  de- 
layed in  eon^«.  quenee. 

The  plan  on  which  the  road  is  being  constructed 
is  of  the  most 'substantial  and  durable  character, 
equal  to  the  first  class  of  northern  roads,  and  fit- 
ted to  do  thu  immense  business  that  must  inevit- 
ably crowd  upon  it  on  its  completion  and  con- 
nection with  the  different  roads  north  and  south. 

The  contracts  for  delivering  the  cross  lies  on  the 
first  thirty  mih-s,  are  to  \m  closed  the  present 
week,  and  it  is  anticipated  they  will  be  ready  to 
lay  down  by  the  time  the  iron  can  be  received. 

The  amounts  of  money  ex|>ended  on  the  road, 
up  to  tho  first  day  of  July  are  as  follows: 

On  account  of  graduation  and  iiia- 
sonry S23,774  41 

On  account  of  Engineering  aud  con- 
tingencies        6,239  00 

830,013  41 
Value  of  work  done  on  the  road..  $61, 236  62 

Am't  paid  as  above $23,774  41 

"   retained  on  contracts     7,731  24 
"   extcuted  by  stock-  .   . 

holders  in  payment 

of  their  stock 19,780  97 

S51,236  62 

The  estimates  of  cost  of  the  road  as  far  as  under 
contntct,  28,!^  mile.s,  r«ady  fur  tho  track,  are  as 
follows : 

Foi  graduation  and  masunry 8206,249  70 

"    ballasting 30,138  75 

"    cross-ties 20,716  00 

■"  station  grounds,  right  of  way,  Sw.     30,000  00 


The  preliminary  surveys  have  been  made  lor  the 
entire  road.  The  line  as  run,  passes  just  east  of 
Mt.  Pleasant,  and  ascends  the  ridge  beyond,  by 
following  up  Buckner's  branch  of  Bigby  Creek. 
From  the  summit,  two  general  lines  present  them- 
selves, both  of  which  have  been  examined :  the 
eastern  on  Lawrenceburg  route,  which  intersects^ 
the  Alabama  lino  at  tho  head  of  Blue  Water  Creek, 
nineteen  and  a  half  miles  from  Florence ;  and  the 
western,  which  following  the  ridge  between  the 
waters  of  Shoal  Creek,  and  Big  BuflBalo  Biver, 
strikes  the  Alabama  line  on  Cypress  Creek,  seven- 
teen and  one  half  miles  from  Florence.  On  a  por- 
tion of  eastern  line,  we  depended  on  the  surveys 
of  a  party  under  the  direction  of  Mr.  Hazlehurst, 
of  the  New  Orleans  Road,  the  notes  of  which  were 
politely  furnished  by  order  of  Mr.  Grant,  Chief 
Engineer  of  that  road. 

By  the  eastern  route,  the  distance  from  Nash- 
ville to  the  Alabama  liue  is  96>5  miles ;  by  the 
westerc  it  is  112  miles. 

Shoiild  the  New  Orle.ins  road  cross  the  Tenues 
see  River  at  Chit  kasaw,  a-s  is  most  probable,  the 
western  is  the  shortest  line  to  New  Orle.ins  aod 
Mobile  by  nine  miles, — and  to  Memphis  by  the 
Mobile  and  Ohio  Branch  Road,  and  th^-  Memphis 
and  Charleston  road,  bo  2332  miles. 

A  few  words  as  to  the  position  and  prospects 
of  your  road.  Running  through  the  wealthiest 
(>ortion  of  the  State,  and  much  the  most  favorable 
for  the  construction  of  a  road  east  of  tho  T  rines- 
see  Rirer,  with  the  exclusive  right  to  build  rail- 
roads through  a  belt  of  coimtry  forty  miles  wide, 
and  forming  the  grand  tnttik  connection  between 
the  system  of  railroads  north  and  south,  it  cannot 
if  properly  bianged  fail  to  prove  tho  best  railroad 
investment  in  the  whole  southwest.  .\t  its  north- 
ern terminus  it  connects  with  the  Nashville  and 
Chattanooga  railroad,  now  nearly  completed  ;  the 
Louisville  and  Nashville  railro.id,  in  progress :  the 
Edgefield  and  KenlQcky  railroad,  proposed,  and  a 
l>ortion  under  Cditract,  connecting  with  southeni 
Indiana  and  Illinois;  the  Nashville  and  north- 
western road  to  the  Mississippi  river,  in  the  di- 
rection of  St.  Louis,  and  the  Nafshville  and  Cincin- 
nati road,  through  central  Kerrtucky,  to  Cincin- 
nati, and  thence  to  New  York,  Philadelphia  and 
Baltimore. 

At  its  southern  extremity  it  will  connect  with 
the  New  Orleans,  Jackson,  and  Great  Northern 
railroad,  and  by  a  branch  of  the  Mobile  and  Ohio 
railroad,  with  that  road,  and  the  Memphis  and 
Charleston  railroad  in  the  direction  of  Memphis, 
forming  the  most  direct  comnmnication  lietweeii 
central  Tennessee  and  the  rich  cotton  lands  of 
Arkansa.s.  No  just  idea  can  be  formed  at  this 
time  of  the  immense  amount  of  trade  and  tra\  el, 
that  must  from  the  position  of  your  road,  of  ne- 
cessity pass  over  it,  when  these  councctions  are 
comp!<  ted. 

The  {K>licy  of  your  comp<-iny  tlion,  is  obvious., 
to  go  on  with   the   cohstmction  as  fast  as  tiieir 
means  will  permit,  and  spare  no  exertion  to  meet 
the  New  Orleans   and    Mobile  and  Ohio  Branch 
Roads,  by  the  time  they  can  reach  the  points  for 
connection.     To  Mt.  Pleasant  it  should  be  put 
under  cotitract  at  the  earliest  practicable  moment. 
When  completed  to  that  point,  you  wou'd  have 
a  road  fifty-three  miles  if.  length,  on  which  you 
would  be  entitled  to  the  State  aid  to  the  amount 
of  $400,000,   and  $24,000  more,  when  an  addi- 
tional seventeen  miles  should  be  prepared  for  the  I 
track,  and  which  wonld  pay  a  handsome  profit  on  i 
the  investment  from  the  way  business  alone. 
Respectfully  submitted. 

A.  Anderson, 

Franklin  July,  1863.         Resident  Engintir, 

MaooB    and      WarrlMCton     Railroadt 

At  a  meeting  last  week  of  the  Provisional 
Board  of  Directors  of  this  Company,  we  under- 
stand that  Col.  Wm.  G.  Bonner  was  appointed 
Engineer,  We  also  learn  that  Col.  Bonner  is  now 
in  Augtista  arranging  his  corps,  and  will  as  early 
as  possible  commence  the  survey  at  Warrenton, 
and  run  a  route  to  this  city,  and  another  corps 
will  simaltaneoosly  make   the  survey   from   this' 


city  u.>  Macon .  Col.Bouiier  siinstruciijiisare  toruD 
the  most  direct  route  from  Warrenton  to  Maces, 
passsng  through  Sparu  and  Milk dgcville  and  as 
near  to  Clinton  as  jwssible,  au4  to  have  his  esti- 
mates based  on  a  g;rade  not  to  ixecd  35  feet  to  the 
mile. — federal  Union. 


Kuropean  an<t    Nortlk  AiMcrlcan  Kallroad 

The  ceremony  of  breaking  i  ground  uf>ou  this 
important  work  came  off,  with  great  eclat  on  the 
14tl'  inst.  at  St.  John,  New  Brilnswick.  The  occa- 
sion collected  great  numbers  o?  the  leading  railway 
men  of  the  Provinces,  and  the  plate  of  Maine,  and 
may  be  regarded  as  the  most  important  era,  in  a 
mercial  point  of  view  that  has  ejrcr  occurred  in  com- 
the  Provinces  of  New  Brunswiciik,  and  Nova  Scotia. 
The  Governor  of  the  Province  ji>f  New  Bmnswick 
SirFiancis  Head,  ofl5ciated  At  the  ceremony  of 
breaking  ground,  Tho  whole  I  affair  parsed  oflMn 
a  most  hai>py  manner.  Anijj!.g  the  gentlemen 
present  were  Messrs  Jackson  (t  Bi  tU",  reiirescnt- 
ing  the  parties  contractirir  to  puild  the  road  We 
give  Mr.  Jackson's  speech  on 
our  Eng'ish  readers  m.ay  sec 
countrymen  talks  when  on  this  side  of  the  water. 
His  speech  was  in  reidy  to  ^me  remarks  of  the 
Lieutenant    Governor,  recogiiizing  the    eminent 


the    ocrasion,    that 
llow  ore  of  their  own 


contractors,  pro- 
Bells, 


character  and    si-rvices   of  iH«. 

posed  *he  health  of  Messrs  Pi^to,  Brassey 

and  Jackson. 

Mr.  Jackson  rose  and  replied  as  follows  : — In 
acknowledgiti?  Uk;  toast  which  h;is  been  proitosed 
by  so  illustrious  an  indiviili)al,  and  received  in 
such  a  gratifying  manner,  I  f»»el  some  diflSculiy  ; 
but  1  do  not  feel  any  dillicuVy  in  exprcs^ihg  t<i« 
gratification  which  my  partite<«  and  myself  have 
experienced  in  witnessing  the  iertorts  made  in  co- 
operating with  us  in  the  enterprise.  We  h.  ve 
seen  a  will,  a  heart  thrown  iutoilie  whole  of  your 
o{)eration8,  and  a  fixity  of  puiposo  which  can  only 
end  in  one  way.  Tiiat  givi  >  :o  us,  who  may  bo 
said — (and  I  speak  with  diffiieuce  and  deference, 
as  repre.'ieniing  the  capitalists  of  England)— It 
gives  to  us  a  confidence  ^i eater  than  I  can  ex- 
press. It  jrives  us  an  .issurar-.te  that  aruong  yon 
the  general  i>enetit  is  to  bf  considered  before 
pnvate  interests  :  it  gives  usi  an  a.*<surance  that 
the  same  spirit  will  be  aottyl  upon  throughout, 
and  that  every  man  will  paiienily  wait  for  his 
turn  to  come,  before  thinking  of  self  1  came 
here  last  year  a  stranger  ;  I  came  here  qxutAi  an- 
ijrepared  to  see  what  I  ha\ i-  seen  ;  1  came  as  a 
practical  man,  ver»ed  m  comluercial  afiair.x,  and 
and  having  for  36  years  been  liard  at  work  at  the 
plow  ;  I  came  to  see  and  hcaT,  and  learn  ;  but  «1! 
that  I  have  ev«.r  r.eard,  or  ifead  of  or  wtn,  or 
witnessed,  does  not  come  vtt  with  what  I  bav** 
seen  in  these  British  Provinces.  (Here  Mr  J. 
was  interrupud  by  a  long  roa r  of  aproarioas  ap- 
plause,) 

J  came*'h'jre  to  be  useful  ;  f  rst  to  myself;  don't 
be  mistaken  ;  I  did  not  come|here  on  the  narrow- 
minded  principle  of  merely  sejfish  int<  rest,  regard- 
less of  others ;  but  Ibr  the  benefit  of  others.  I 
have  travelled  through  al!  iJhese  Provinces,  and 
I  will  challenge  any  man  in  tnis  room  to  say,  that 
he  has  gone  through  all  jhe  same  districts. 
that  he  has  seen  the  same  scanery  or  witnessed  as 
much  of  these  Provinces  as  I! have.  I  have  g<»ne 
through  them  on  the  princjiple  that  my  friend* 
and  partners  wiil  ask.  me  on  rby  return,  have  yon 
seen  all  these  things  iliat  yoii  sjxrak  of?  and  I 
am  prejMired  to  say,  '•  I  liive."  To  use  an 
American  piece  of  phra-^eol4gy,  "  I  am  projvrly 
posted  up.  '    Your  rivei-b  an-l  [lakcj  are  ui.iqulled 

n-e\ha'j.»tib!»« ;  year 
nee  for  mau,  cvtru 
r-jr  in  ih»!f«;  voung 
10  creates  ;  your  jn- 
gy  ;ir'.'  beyond  all 
you  on  to  pro<i»erity 
our  rreat  Provjuc»» 


your  fore  Ms  an-l  fi^he^ies  an 
soil  is  fat,  producing  bubsi^t.1 
while  he  is  deBtroying  it  ; 
countries  man  destroys  while 
domilable  self-will  and  cue 
praise,  and  will  assuredly  leat 
and  wealib      Ou«  portion  of ; 


Jtt^tm^p  f.[' i^'-J  «•!•>■«-'   ^-^  Jvmt"  uf.^if  .■>(>i  1 . 
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is  a  fertile  producer  of  food  :  Rnother  prodnces 
every  mineral  necessary  to  the  interests  of  man- 
kind ; — and  these  want  only  the  combination  of 
one  with  another,  and  nniting  them  tofjcther,  to 
render  them  abundantly  available.  Yr>a  have 
within  you  the  means  of  attaining  a  grra!  irnat- 
ness,  and  you  must  attain  it.  Therefore  when  I 
came  here  last  year,  I  did  not  hesitate  in  meeting 
your  wishes,  in  promoting  your  interests,  and  In 
making  a  profit  for  ourselves.  That  pro8t  may 
may  be  long  in  coming,  but  our  children  will  en- 
joy it;  and  the  principal  being  in  honest  hand^, 
we  may  safely  trust  it  with  you.  I  took  the  mea- 
sure of  New  Brunswick,  of  Nova  Scotia  and  of 
Canada.  I  said  "  it  will  never  do  for  conflicting 
•interests  to  exist  here  :  the  work  can  only  be  done 
by  a  combination  of  all  the  provinces."  It  was 
said  tluT.'  would  be  difficulties  in  New  Brunswick. 
I  saw  none  ;  iu  Canada  there  were  much  greater 
dilticulties  :  there  were  eorifiicting  interest  to  be 
reconciled  ;  there  were  the  jealousies  of  various 
localiti -s  to  be  ov-rcom.;.  But  what  has  happrn 
eJ  there  .'  We  lufve  broufrht  about  an  amalgama- 
tion of  the  whole  ;  all  these  interests  are  mow 
united  ;  ther«'  is  n<>i  one  ot"  them  that  is  not  satis- 
ti''d ;  all  aro  united  ill  one  ;jreiit  combination  to 
carry  out  the  whole  project.  There  are  many  in 
this  room  who  can  witn -s.s  that  I  have  never  lost 
sight  ofth"  lower  Provinces,  or  of  your  intf'rests. 
Yon  havi-  only  oeoaxion  to  sink  all  your  own  local 
differences,  all  your,  coiiflieting  prejudices  and 
feelings :  do  not  look  at  ihi.s  <listrict,  or  at  that 
district,  but  at  the  whole  I'rovincc.  Lvi  us  feel 
that  New  Brunswick  without  M.diii;  i^  useless; 
Maine  witbout  New  Brunswick  i.s  useless  ;  let  the 
iron  band  run  overall  alike,  and  you  will  find  that 
yourselves  will  be  infinitely  greater  and  more 
prosperous  than  can  now  be  conceived.  The 
works  in  Nova  Scotia  will  be  aiupie,  and  easily 
effected.  We  have  thought  it  our  duty  to  lay 
before  yosi  a  eiunprehensive  scheme  :  and  I  in- 
tend to  do  so  before  I  ;^'0  away  from  this  city. 
J  entreat  you,  as  you  love  the  interests  of  \our 
Country;  to  .sink  all  your  differnces,  and  to  estab- 
lish a  llailroad  througii  both  the  Northern  and 
the  Soiilhein  districts  of  the  Province.  No  doubt 
many  of  you  have  read  the  speech  of  that  eminent 
man,  Mr.  Steuhenson,  at  Toronto.  He  spoke  im- 
pressively of  the  folly  of  Legislation,  which  has 
been  exjierienced  in  th«'.sc  matters  in  the  mother 
coiuitiy,  ali^il)g  from  conflicting  interests,  and 
le^ral  expeiuses  ;  he  showed,  th.-it  froiu  sixty  to 
seventy  millions  of  money  have  been  thrown 
away  in  thes.'  contests.  >fow  you  cannot  aSbrd 
that.  We  came  here,  conrtins  no  man's  favor  and 
fearing  no  man's  frown.  We  have  had  railway  ex- 
perience in  eveiy  part  of  Europ«J,  arid  are  there- 
fore well  versed  in  the  business  :  and  in  this  under- 
taking, of  which  the  litst  .sod  has  been  turned 
to-day,  we  feel  tliat  we  have  a  local  interest,  that 
we  have  a  right  to  sp<'ak  ;  we  have  a  right  to 
give  our  views  clearly  and  explicitly.  They  are 
not  the  views  of  to-day  or  of  a  few  days,  but  tlie 
views  of  every  day  since  I  left  you  last  year.  We 
have  also,  since  then,t.iken  the  views  and  oi>inions 
of  others  of  men  of  eminent  experience  and 
judgment ;  and  we  can  only  say,  that  if,  dropping 
all  local  feelings  and  difierenees,  and  forgetting  all 
sectional  pnjudiees,  you  will  cordially  unit<}  to 
gether  with  n«,  we  will  carry  the  whole  thing 
through  ior  yon.  But  there  nni.st  f>e  no  want  of 
confidence  for  that  wa  will  not  overlook.  Wo 
st.indonour  character,  and  if  you  dispute  that  you 
throw  us  out  of  the  country. 

We  stand  on  that,  and  we  have  a  right  to  it,  for 
wo  have  earned  it  by  long  ex]M'rieiicc  and  prac- 
tice. Wo  will  stand  on  the  scheme  advanced  by 
Mr.  Poor  at  Portland  You  ntust  give  a  little  now 
that  you  ra.iy  reap  much.  We  will  carry  the  rail- 
road through  the  whole  of  yonr  provinces,  which 

wiil  redound  immen^^ely  to  the  good  of  all.  I  am 
glad  to  see  many  here  from  various  parts  of  the 
province  apparently  approving  of  our  proposition. 
B>it  if  yoii  think  you  can  do  better,  then  at  once 
t<ar  off  the  seals  from  the  contract  and  annul  it. 
B<it  ihero  i&  not  on*  siD|^e  word  of  that  contract 
'►'deb  vo  ■vfil  «v«r  ^nv\t^u*  fVoffi  'f  th«  tUgbtett 


degree ;  and  under  that  contract  w«  will  make  a 
railroad  through  your  |>rovlnce,  which  will  bo  a 
pattern  road  for  yocr  sister  provinces  to  come  and 
look  at.  We  will  deal  with  you  as  w«;  have  ever 
d<*alt  with  others,  and  we  will  come  to  you  with 
our  characters  in  our  hands,  requiring  your  entire 
confidence.  Everything  we  have  hitherto  done  in 
New  Brunswick,  shows  that  we  have  the  fullest 
confidence  in  you  ;  we  believe  that  there  is  a  tixi- 
t}'  of  purpose  in  you  worthy  of  being  trusted  ;  and 
one  great  proof  of  that  is  the  tight  and  hard  bar- 
gain that  you  made  with  us.  That  we  consider 
jvs  a  guarantee  of  your  entire  sincerity  and  poo<l 
faith,  f  Here,  from  the  bustle  around  us  we  lost  a 
few  words.  J 

I  do  hope  and  trust,  that  the  raiin>ad  which  will 
unite  the  provinces,  will  have  the  effect  that  has 
t>een  shad  >  »»  d  loith  by  previous  speakers.  I  have 
heard  but  one  feeling  in  Canada,  of  a  de.siiO  to 
meet  thi.s  (picstion  fully,  fairly,  and  freely  ;  and  1 
think  it  btit  right  to  state,  that  if  ever  you  come 
to  meet  this  question  of  Provincial  union,  Canada 
is  prepared  to  do  her  duty  ;  and  1  believe  that  No- 
va Scotia  is  etjually  so  prepared.  1  have*  had  the 
honor  of  interviews  with  the  Duke  of  New  CastU- 
and  Mr.  Gladstone,  the,Chancellor  ofthe  Exchecq- 
uer  upon  this  subject;  and  F  think  I  may  say 
that  the  project  is  favorably  vicwird  by  the  Gov- 
ernment at  bom  •.  It!  Canada,  so  «trong  is  the  de- 
sire ti>  open  fiiithc  r  and  more  ra|  i  I  comiuiinica- 
tion  between  the  piovinces,  that  ('anada  is  pre- 
pared to  mak<:  great  sacrifj.;es  to  efll'ct  thi.s  mea- 
sure. If  you  are  prepared  to  meet  her  in  a  kin- 
dred spirit ;  if  you  will  only  forget  the  {nvst,  and 
will  only  endeavor  to  remember  w  hat  will  benefit 
the  provinces  unitedly;  Ih' re  can  l»e  but  little 
doubt  of  a  successful  arrangenietit  of  the  matter.  I 
can  tell  you  that  your  honest,  indomitable  perse- 
verance and  iiidustry  have  given  you  a  high  char- 
acter in  Canada  ;  and  if  you  only  go  on  in  the  same 
way,  you  will  effect  a  most  im|X)rtant  change  in 
your  situation.  You  have  a  land  teeming  with 
riches.  You  have  within  yourselves  resources  of 
unparalleled  extent  and  value  ;  and  if  you  only  go 
on  in  a  right  spirit,  you  will  leave  to  those  who  are 
to  follow  you  such  an  inheritance  and  possession 
as  any  [lortion  of  the  world  might  envy;  and  if 
you  meet  Canada  if  that  spirit,  your  vnited  efforts 
and  resources  must  result  in  prosp  rity  and  great- 
ness. I  may  not  have  another  ojiportunity  of  pay- 
ing my  respects  to  so  many  iid)abitant8  -of  your 
province ;  but  I  feel  assured  that  w  hen  we  meet 
again,  I  shall  feel  at  home  among  you ;  and  it  will 
give  me  the  greatest  plcisure  to  meet  yoti  again. 
When  I  come  again  I  hope  that  all  will  mtet  toge- 
ther with  gowl  feeling  and  unanimity  ;  — that  all 
will  act  t<»geth''r  with  goo<l  intejjtions  to 
unite  in  promoting  the  permanent  piosinrity  of 
the  province  at  large,  which  will  a.ssuredly  prf>- 
mote  our  own  individually.  The  surest  way  to  at- 
tain our  ends,  is  to  study  the  good  of  the  public  at 
large,  in  all  our  projects  and  enterprises, 

Mr.  Jackson  .sat  down  amid  thunders  of  ap- 
plause, which  were  re]>ealed  again  and  again 

We  also  give  th<'si)eech  of  Jon  v  .\.  Poor,  Esy. 
of  Portland,  Maine,  whose  name  is  iutimatidy   ;is- 
soiMated  with  this  enterpriM.-. 

Hon.  J.  H.  Gray  propoM'il  the  h.  ..Ith  ..fJoHN"  A. 
Poon,  Esq  ,  which  was  draiik  with  enihusia'^ni. 

Mr.  Poor  rose  to  respond;  and  obsv-rved,  that 
no  one  present  eould  look  forward  with  any  ex- 
p<'ctation  of  witu'-ssiug  another  occasion,  that  for 
interest  and  enthusiasm,  should  exceed  the  one 
that  had  brou^t  them  tog»>ther.  He  felt  bono  ed 
by  the  complimentary  nianiivT  in  which  his  name 
had  been  proposed,  and  for  i iie  cordial  response 
with  wliicli  that  .sentiment  had  been  received.   He 

might  well  feel  proud  of  having  taken  any  part  in 

a  measure  which  Ijad  united,  on  an  occasion  like 
this,  SO  lar/ e  an  assemblage  from  so  many  different 
quarters,  for  one  great  purpose 

Allusion  has  been  made  to  the  early  measures 
towards  the  carrying  out  of  this  eutcrpribe,  and  the 
citizens  of  Portland  foel  just  pride  in  the  recol- 
lection of  tba  memorable  noo'«rtion,  when  the 


plan  of  the  European  and  North  American  Rail- 
way was  matured.  The  Portland  Convention  was 
a  kind  of  "love  at  first  sight."  When  first  they  met 
togethei,  they  felt  all  the  tenderness,  all  the  dif- 
fidence, all  the  blushing  ba^hfulness  of  young  lovers. 
They  looked  forward  with  dithdence  when  they 
made  their  first  proposition.  But  how  had  that  pro- 
pjsal  been  responded  to  1  His  own  Government  on 
one  side,  and  the  Provincial  Government  on  the 
other  side,  had  made  mutual  advances,  and  be  look 
ed  f>rward  with  entire  coufidence  that  the  two 
countries  would  soon  be  indissolubly  united. 

The  follow  out  the  figure,  they  might  now  have 
confidence  enough  in  each  other  to  say,  that  Maine 
and  New  Brunswick  "were  engaged'', — had  offered 
to  l>e  united.  The  parental  consent  had  been  fully 
given  on  both  sides.  The  Home  Government  had 
consented  for  New  Brunswick,  and  our  own  Natio- 
nal Government  is  equally  well  pleased  with  thv 
match.  (Loud  cheers.)  A  little  further  couri?hiii 
may  do  no  harm,  but  they  may  be  permitted  to 
look  forward  with  impatience  to  the  consummation 
of  their  hopes  an  ardent  longings. 

Mr.  Poor  said  he  might,  perhaps,  be  misundci 
stood:  he  was  nopolitican  ;  he  hoped  and  expected 
that  the  present  political  relations  between  the  two 
countries  might  long  continue.  The  great  and 
glorious  government  under  which  be  lived,  owed 
to  the  parent  country  those  institutions  and  prin 
ciples  which  had  made  the  Uinted  States  what  they 
have  now  attained  ;  they  would  not  have  had  the 
stimulus  and  emulation  which  have  led  them  for- 
ward in  their  onward  career.  He  had  been  le<l  to 
modify  his  own  notions  on  this  subject,  as  he  had 
gained  experieuce  and  knowledge  in  political 
affairs. 

Great  Britain,  in  his  estimation,  had  gained  as 
much  by  the  separation  ofthe  thirteen  colonies  from 
the  mother  country,  as  luid  the  colonies  themselves. 
This  union  of  the  States  into  one  confederacy  was 
was  a  necessity  as  a  war  measure,  and  many  feared 
that  the  Union  would  fall  through  when  this  jtres- 
sure  was  withdrawn.  But  the  difficulty  was,  in 
keeping  the  confederacy  together,  cementinjj  and 
strengthening  the  Union,  until  its  bands  should  be- 
come strong.  But  for  the  outward  pressure,  the 
danger  was  that  the  States  would  have  been  thrown 
ofi*from  each  other,  in  the  accelerated  movement 
of  our  political  system. 

The  presence  of  asu\>erior  power  upon  this  con- 
tinent held  the  elements  of  internal  discord  in 
check,  while  it  kept  the  States  in  their  respective 
orbits,  ;is  the  law  of  gravitation  holds  the  stars  of 
heaven  in  their  courses.  This  wholesome  training 
like  the  influence  of  family  government,  gradually 
inspired  confidence  and  respect,  improved  the  ma- 
terial condition  ofthe  people,  drew  forth  the  kind- 
lier influences  of  humanity  and  good  fuUowshiptill 
the  nation  rises  superior  to  the  mere  claims  of  po- 
litical convenience,  and  confidence  in  oui  own  go- 
vernment, and  a  love  for  the  Union,  had  become 
the  popular  sentiment  of  the  United  States,  (pro- 
longed cheering.) 

Our  political  system  had  by  this  means  grown 
into  greatness  and  strength  :  it  had  enlarged  its 
borders, — from  thirteen  States  they  became  thir- 
ty-one States,  and  the  figures  had  been  reversed, 
which  seventy  years  ago  numbered  the  stars  of 
oar  political  constellation.  All  this  has  come  from 
the  fact  of  our  Union,  and  this  Union  might  not. 
and  probably  could  not  have  been  preserved,  but 
for  the  necessity  which  the  power  of  England  im- 
posed upon  us,  of  being  united. 

In  this  way  the  United  States  had  become  a 
debtor  to  England,  andfrora  this  condition  of  things, 
under  God,  this  government  of  ours  has  grown  into 
greatness  and  importance.  Since  the  settlement 
of  the  Boundary  question  there  remained  little 
matter  of  difference,  and  the  men  of  both  coun- 
tries can  now  look  across  the'border  and  see  men 
of  common  race  and  origin  engaged  in  the  same 
great  works. 

He  believed  that  under  tlie  Providence  of  God, 
they  owed  more  to  the  Government  of  New  Bruns 
wick,  for  this  result,  than  to  all  the  other  Proviu 
ces  put  together,  ttom  the  continual  intercourse  ao^ 
trafflo  bttwMD  tb*  t«o  oountriee     The  people^  of 
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both  owned  a  common  oiijfin,  tiny  Lad  acoiuuioa 
iiiterc'Bl,  and  acomn^<•ude^Ully.  They  were  boDiid 
to  becoine  one  in  all  those  purposes  for  which  life 
was  to  be  desirtd. 

They  would  not  question  under  what  banner  they 
ran^«',  whether  under  the  glorious  old  flag  thai 
braved  a  thousand  y^ars,  the  battle  and  the 
bresze/'  or  under  the  31  Stars;  they  must  feel 
they  belonged  to  the  hame  family,  were  of  the 
same  kith  and  kin,  and  the  same  blood,  and  that 
the  same  spirit  animated  them  all. 

Mr.  Poor  said,  if  he  had  only  lived  to  see  this 
day,  he  would  say  that  he  had  not  lived  in  vain. 
The  ties  between  the  two  countries,  ties  social  and 
commercial,  would  now  be  cemented :  the  pro- 
ctdlngs  of  this  day  would  strengthen  those  ties  of 
frieodship  and  good  feeliirgthat  ought  ever  to  pre- 
vail between  them.  He  could  not  but  congratulate 
his  own  conntryn)en  and  those  of  this  Province. 
What  had  they  seen  to  day  for  the  first  time  7  A 
great  luternational  communion.  To-day,  we  saw 
not  only  M.iiiie  and  New  Brunswick  united,  but  we 
saw  England  and  her  Provinces  on  the  one  side, 
and  the  Suit*'s  of  the  Union  on  the  other,  in  friend- 
ly council.  Members  of  the  English  Parliament 
are  sitting  sido  by  side  with  those  of  the  American 
Congress,  and  the  Lieut.  Governor  of  New  Bruns- 
wick, in  his  national  uniform,  is  in  the  closest  inti- 
macy with  the  distinguished  officer  of  the  U.  S.  Navy, 
(Com.  Shubrick),  who  has  honored  us  this  day, 
with  his  presence,  and  shared  in  this  day's  labors 

The  great  event  of  this  day  was  not  celebrated 
in  feebleness  as  they  had  begun  three  years  ago, 
and  he  was  happy  to  congratulate  them  on  this 
great  international  celebration,  at  which  attended, 
men  representing  the  gallant  old  South  Carolina, 
Louisiana, — .Massachusetts  and  the  other  New 
England  States.  The  great  State  of  New  York, 
"  the  Empire  State  '"  ol  the  confederacy,  has  sent 
her  represetitalives  to  share  the  festivities  of  this 
occasion.  Louisiana  was  the  first  ol  the  Southern 
States,  to  recogni/.e  the  int<rnafional  character  of 
the  entt^rprise  this  day  commenced.  She  claimed 
that  the  E.  and  N.  A.  Railway,  and  "The  Tehaun 
te|>ec  railroad,"  were  part*  of  one  great  chain  of 
railroads,  were  in  fact  the  extensive  links  ia  that 
mighty  system  of  railway  connections  that  was  to 
bind  together,  in  one  harmonious  whole,  the  entire 
Continent  ol  North  America. 

The  same  spirit  animates  us  all.  They  all  had  a 
oommon  origin,  a  common  interest;  and  let  that 
community  of  feeling  continue  forever !  Let  them 
each,  like  tire  stars  that  travel  in  the  heavens 
round  the  sun  as  their  common  centre,  regard 
with  one  common  feeling  old  England  as  their 
parent  and  their  centre  of  attraction  ;  and  while 
States  and  Provinces  belonged  to  distinct  and 
rival — but  not  hostile  systems — let  each  obey  its 
own  law  of  gravitation,  and,  confined  to  its  own 
orbit,  they  would  like  the  constellations  above 
us,  one  bright  and  resplendent  whole.  (Loud 
cheers.) 

They  all  wanted  (he  products  of  each  other's 
t^jrrltories ;  let  then  that  reciprocity  of  commodi- 
ties be  extended,  and  they  would  all  enjoy  together 
the  rich  protlucls  ef  the  whole.  (Long  continued 
applause  here  drowned  the  voice  of  the  speaker 
during  several  sentences.) 

It  was  not  through  political  motives  that  he  en- 
gaged in  railways,  but  he  wanted  that  the  west 
and  east  should  be  brought  together,  and  that  the 
products  of  Canada  and  the  West  should  find  an 
outlet  in  Portland  and  St.  John.  He  desired  to 
see  the  railroad  completed,  and  the  great  scheme 
fully  carried  out ;  an  entire  reciprocity  established 
between  the  countries,  that  they  may  tairly  ex- 
change their  productions,  enjoy  the  rich  produc- 
tion.s  of  tho  S  mth  .md  the  rich  productions  of  the 
North,  beneath  these  beautiful  and  benignant 
skies.  (Loud  cheeis.}  The  enterprise  has  seen 
its  darkest  hourp,  doubts  and  objections  had  all 
p.tssed  away,  a  id  now  there  Wits  but  one  voice 
from  East  and  West  and  North  and  South,  calling 
for  a  railway  connexion  irrespective  of  political 
lines  of  boundary.  (Loud  and  prolonged  cheers.) 
Mr.  Poor  proposed — 


bonds  of  mutual  interest  and  a   common  brotlur- 
hood." 

The  above  is  a  part  of  the  great  line  which  is 
to  carry  the  Railroad  system  of  this  country 
to  that  point  on  this  Continent,  most  easily  ac- 
cessible from  Euroi>e.  It  consequently  connects 
with  a  leading  route  of  commerce  and  travel,  and 
is  one  of  the  npost  attractive  projects  before  the 
public.  It  will  do  more  to  develope  the  vast 
resources  of  New  Brunswick,  and  N.  S.  than  al. 
other  causes  combined.  It  will  make  these  Pro- 
vinces known,  and  nothing  else  is  necessary  to 
attract  to  them  population,  capital  and  enterprze. 

>Innar.<ct«rea  of   MHchiuery    In    the    'Weat. 

Had  the  railroads  of  the  west  been  built  upon 
local  means  they  would  have  bieii   slocked  with 
machinery  manufactured  west  of  the  Alleghanies 
The  capital  of  the  west  is  held  mostly  ;in  lands  and 
agricultural  improvement*,  to  the  holders  of  which 
iron  and  steam  engine   making  would   be  a   new 
and  doubtful  bn?^ine.ss.     The   western   people  do 
not  seem  fully  awake  to  the  advantag  s  they  pos- 
t^ess  for  the  prosecution  of  this  branch  of  industry 
Chicago,  for  instance,  has  2500   miles  of  railroad 
trunk  lines,   and   If.OO  miles  of  branch  lines  im- 
mediately tribiitajy  thereto,  and  about  the  entire 
equipment  of  Engines  for  those  roads  is   built  or 
building  at  the  east.  Chicago  has  one  establish- 
ment for  the  manufacture   of  Locomotives  but 
this  is  wholly  inaedquate  to  the  wants  of  the  mar- 
ket, the   cap.icrty  of  ita   capital  and  machinery 
being  equal  only  to  5100,000  «  >rth   of  work    per 
annum,  while   the   value   required   to  stock   the 
above  4000  miles  of  road  would  be  full  S7,0»X),- 
000  ;  or  enough   to  employ  fourUcn    such   shojis, 
each  five  years  to  complete  I     The  sui)etiority   of 
the  Lake  Superior  iron  and  copper  (materials  of 
important  application  in  locomotives")  combined 
with  Eastern  skill'  which  can  bo  rcadi  y  command- 
ed, wo'ild  insure  the   production  of  as  good  en- 
gines at  Chicago,  as  at  Boston   or  Patereon,  and 
and  ultimately  at  a  great  saving  to  the  purchasers. 
The  engines  built  by  the    Michigan  Central  Rail; 
road  Company  at  Detroit,  and  by  the  Galena  and 
Chicago  Union  Railroad  Company,  and  by  H.    H. 
Scoville  and  Son,  at  Chicago  show  fully,  that   the 
work  of  western  shops  is  in    no  way   inferior  to 
to  eastern  work,  while  the  cost  of  such  engines 
is  less  than  the  cost  of  eastern  engine*   with  ex- 
pense of  transportation  added. 

We  should  say  that  no  better  investment  could 
be  made  than  in  these  branches  of  busines  in  the 
large  western  towns.  We  have  advocated  such 
investments  at  Cleveland  and  Detroit,  and  for  the 
same  reason  we  should  recommend  Chicago  as 
an'~ther  extremely  favorable  point.  Not  that 
we  suppose  that  ant  establishment,  or  one  city, 
will  derive  all  the  profit*  of  this  business,  for  as 
well  might  one  flour  mill  or  one  saw  mill  supply 
the  domestic  wants  of  the  west.  The  demand  tor 
engines  is  such  that  each  important  city  must 
be  able  to  produce  them,  at  least  cities  having 
such  elements  of  success  as  Cleveland.  Detroit' 
Chicago,  and  Saint  Louis.  The  successful  prose- 
cution of  engine  building  at  one  of  these  towns 
will  naturally  be  an  inducement  for  others  to  go 
into  It. 

Were  itnot  for  theindifferenceof  western  capita- 
listB  as  to  securing  this  business,  and  the  pertinaci- 


the  present  extension  of  Ihe  lotomotive  buMiicss 
at  the  oast  wonid  be  Injudicious  and  U!i»dvi8<d. 
Already  there  aer  one  shop  in  Maine,  oi.e  m  New- 
Hampshire,  seven  in  M.-issachusfctts,  one  in  Rhode 
Island,  one  in  New  York,  five  in  New  Jersey,  one 
in  Delaware,  two  in  Pennsylvania,  three  in  Mary- 
land and  three  in  Virginia,  besifies  the  shops  de- 
voted to  railroad  repairs  where 
built  or  whollv  n-constructed 


engines  are  otV'U 
With  tliese  pow^er- 


.,  .«.    rv    -      r  .1    «  ^   .    ^  .  ty  with  which  eastern  machinists  continue  to  con- 

rie  Union  of  (Aj  Provi'ncts,  and  *M  Union  <>/i  <»,.  ^v^i^  „»v-~.  »*•  .-t*^  *-  *!.  i  i  .  i.. 

'M  SiiUii,  a^d  tit  ptrpetval  u4i9%  »/  i#M  in  d^^^*^*^^  «?*»•«  of  »«tion  to  thejr  own  vicinity. 


f'ul  sources  of  suj>jily  already  i  i  ojieration,  nearly 
all  of  which  subsist  i>rincipally  on  Western  busi- 
ness. There  is  a  new  shop  starting  at  Manchester, 
New  H.    and    one    at    East    irid{:ewater,  Mass. 

The  manufacture  of  Ciirsj  and  car  wheels 
is  already  carried  on  largely  kt  the  west.  The 
exjtense  of  transporting  cars  Jjeing  so  great  in 
proprtion  to  their  value,  and  tlnir  construction  re- 
quiring less  mechaiiionl  skill  than  that  of  locomo- 
tives, they  are  now  made  successfully  and  on  a 
large  scale  at  Cleveland  and  af  Chicago,  and  aL-'> 
by  the  Michigan  Central  Railroad  Company  at 
Detroit.  Eastern  Capital  and  skill  have  effected 
it  however. 

We  sliall  hojK!  to  s»e  the  Chicago  establishment 
grow  to  a  largii  biisini*ss.  Th3  Sovilles  are 
are  building  as  well  designed,  as  substantially  con- 
structed, and  as  highly  finishe«l  engines  m*  we 
have  seen  elsewhere  The  field  for  this  busiue&s 
i'.i  Illinois,  has  been  already  largely  occupied  and 
secured  by  eastern  builders,  who  have  large  con- 
tracts, extendi!  g  to  deliveries  in  some  cases  a 
year  ahead.  But  the  productions  of  western  es- 
tablishments, since  there  is  no  longer  doubt  thai 
they  will  bear  comparison  with  those  of  eastern 
origin,  will  be  immediately  secured  by  roads  in 
their  own  vicinity.  The  difl'iculty  is  not  to  pro^ 
cure  orders,  but  to  procure  capital  to  complete 
tbem. 

With  what  we  have  seen  of  the  demands  for  ma- 
chinery in  the  western  market,  and  of  the  favora- 
ble disposition  of  roads  in  that  section  towards  es- 
tablishments in  existence  or  organizing  in  their 
vicinity,  we  feel  entirely  safe  in  recommending  ex- 
perienced and  enterprising  builders,  operating  ei- 
ther on  their  own  or  hired  capital,  to  engage  in 
the  business  at  once  in  Detroit,  or  Chicago,  and 
if  suflicient  capital  can  be  had  in  both  places  at 
once.  We  have  no  doubt  they  could  amalgamate 
with  mutual  advantage,  with  concerns  aln'ady  on 
the  ground,  or  if  deemed  best,  to  prosecute  an  in- 
dependent business  they  could  do  so  with  success. 

Clcvelaud  and   Zancavllle    RailroaH. 

The  forest  CUii  says  this  railroad  is  gradually 
approaching  completion,  and  wc  learn  from  a  fr-end , 
w  ill  be  formally  opened  as  far  south  as  Millertburg 
on  the  first  of  January.  The  grading  and  levelling 
is  mostly  finished  from  the  latter  place  as  far  north 
as  ihepoint  at  which  itcrosses  the  C.  &  P.  Road  to 
.Millersburg,  within  a  month.  The  comyiletioD  of 
this  road  will  be  of  vast  benefit  to  Cleveland,  be- 
sides opening  up  a  means  of  transtiortation  and 
•uiivel  through  the  richest  and  most  tVrtile  ^ection 
of  Ohio,  it  passes,  through  one  oj  the  most  jtrolific 
coal  and  nin-ial  n  gions  in  the  West.  The  coal 
mines  of  Holmes  and  Coshocton  counties  are  inex- 
haustible, and  only  need  a  market  to  render  them 
immensely  jirofiiable ;  while  to  roll  the  wealth  of 
their  iron  iiills  into  the  lap  of  Cleveland  th»-v  only 
need  means  of  transportation,  whi<  h  ttiis  r<;td  will 
Often.  We  learn  that  several  we.ihhy  oJ>•rato^^  are 
only  awaiting  the  completion  of  the  road,  in  oitler 
to  open  and  commence  bnsinehF  i:i  the  co.d  atid 
iron  trade  f!i  those  lountie^.  The  joai  -^oMtii  of" 
Millersburg  to ZancBville  will  b>' luilt  duri:  g  th" 
tmttX  y«t«r,  whtsn  w«  ■ivUJ  have  aao'-her  r<iuU;  to  Cii»' 
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iiinnati,  throu^'ii  the  very  ganlen  of  the  Statj — | 
i  md  the  greatest  wheat  growing  coantrv  in  the . 
•  rorid. 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wediusday — on  a  par  valuation  of  SIOO. 


NAME  OF  COMPANY 


Uanville    Kallroa.d 

The  Bichmoud  Dit^patcli  contains  a  very  tiatter« 
fcg  exhibit,  by  P.  Van  Donrsor.,  Treasurer,  of  the 
business  operations  on  the  Danville  Railri>ad 
during  the  last  five  iiionjiis.  According  to  this 
:^tatement,  the  monthly  receipts  from  the   Ist  of* 

"pril   to   the   1st  of  Sept.    averaged  gl6,140,5«.  i 

he  aggregate  receipts  for  this  pi^rlml  an)ouiit   to  ; 

fJi'it  r';,!:'!- ^  *■',  'T'  '""■  w"''  ""^  ^" V'';  •  ^\  '  Atlantic  and  St.  Lawrence. 
,^ver  the  same  time  hust  viar.     We  are  notadvisvd    An.irn«/...D-u^i„  ^.  ,i 

i'^fntTf^r^V'''  ''f  "'"■'•'  r^'"'V'"V  T   Kennebe?^ni";,, 
ijeceipts  from  the  road,    or  iDcludcs   estimate  for 

freights    on   luateiial    uvd    in  lis     eoastniction. 

The  average  monthly  n n-ipis   from   pii.ssenger.t 
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Maine.  {150 
.      "     i  65 
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Kennebec 

)rtland "     i  721  87(i,i  11 

Port.,  Saco  and  Portsmouth..       "     ;  51  1,355,600 

York  and  Cumberland, ''  20i  286,717 

Bobtoii  Oonconl  and  Montreal.  N.U.i  93  1,649,278 


133,338 
208,669 
23,946 
150,538 
305,806 
287,768j 
328,782! 


1,538,100!  2,973.700i  6,160,278!    254,7431    113,620  none!  85 
809,e<78   1,016,600  2,064,458'    140,561:     80,053  none  36 

800,000   2,180,000;    1.33,3381 none   46 

123,8841  1,459,384    208,669 j  6     |  98| 

341,100  713.606 
622,200  2,640,2171 
none.  '  1,485,000; 
720,9001  3,002,094 


Sntiartlnj-,  October   r,  ixaa. 


Slkuro  i<ii<i   9Ii»ii«jr  .^lai-krl. 


The  money  nia'i  kit  r.-'inain.s  very  much   in   '''*^    w  .st<'r    V 


Poftsmoutli  and  roncorJ., 

riullivi 

Connecticut  and  P;i.ssumpsii- 

Rutlan.l 

Vermont  Central 

Vermont  and  Canada '. 


ermont 


same  con<iItion  .i-;  at  our  ]\-t  n-iHirt,  and  without    Vermont  Vidlev " 

tie  iniprovenn'Jil  antioipafi  d  for  lh*>  ina.-«.ii  of  the  |  Boston  and  Lowrlj Ma.st(. 

yfcar.  There  is  very  little  iK-Ing  in  securities  of  any  i  Boston  and  Maine ' 

kind.  For  railioad  bonds  I  he  market  i**  deciilclly 
flat,  and  th'.  e.>ii\  iifioii  i^  i;aininc  ;:ronrid.  tiiat  the 
p-eseiit  state  oftiiiiiss  is  i<'  coutiiuie  for  s(!nietimc 


,  Boston  and  Providenct- 

Boston  ami  Worcester 

j  Cai>e  Cod  branch 

'  Connecticut  River 

M-arcilv  oi  fnon»N  is   regarded   a;*   East*'rn .  .^ 

Fall  River 

thaii  iVom   any  a'cidontai  or   teint.orary  i  ^.^  "^ 


few  Bcdl'onl  ami  Taimtoii.  .. 


t<  I  come.     Th 

aiisinj;  from  an  al>solnte  dclicienev  in  tin-  >npply 

Ti  ther 

C)  mses.    Should  such  be  fho  case,  it  is  easy  to  see  i  Norfolk  Countv ...  " 

Ol ir  railro.iJ  <  oini'aui<-s  will  bv  tou^pellcd  :o  cur-   Old  Colony " 

ti  il  tlieir  t)iH?vation.s,  or  sas!«eiiJ  them   alloffetber.  ,  Taunton  Branch " 

AJonev  is  lol.rabiv  well  sui^iied  on  call,    but   is  i  Vermont  and  M^ssachaM-tts . .  - 

^„    ■  ,     ,     :  ..;.  L        •       :  Worcester  and -Nasnua " 

di  fflcult  to  liehad  i«j  fim-.    1  he  rates  on  tirst  cia-ss  i  ^y^.^t^^rn  " 

pjiljcr  ar.-  fiiMii  !<'  to  l2  i>.r  cmt.     For  a  more  dis-   Stonington R 

ti  ict  .slalemeiii  of  the  con<lition  of  the  market,  we  Providence  anil  Worv ester. . . 

While  tb.  re  have   Canal 

H,.  i.ou   Hartford  and  New  Haven 

Housatonie 

been  extrairdiunyexcitcm-'nt  in  the  famy  stocks  ;  Hjjrtfonl,  Prov.  and  Fishkill  . 
tte  jia-st  week.  This  has  l>ein  due  to  ett-»rts  of  j  New  London,  Wil.  ;uid  I'almer 
speculators   to  eU  vate  and   depress   tlie  markrt.  | New  York  and  New  Haven. . . 

T  le  principal  contest  has  be«ti  in  Erie,  as  this  has  i  >•>"?«<  '»<^ji  •••••••  •  •  •  •  '  •  • 

T    *          '                  .               ,     ,                     1        ..       New  London  and  New  Haven 
r%n  and  falk-n.     Other  stocks  h.we  m.»v.  d  u.  the  |  ^',,rwich  ai;d  Worcester 

same  direction  hy  natural  sympathy.  jButialo  and  New  York  City . . 

Tivrst/d'/. — Thcrt!   was    an  active   Stock    mar-   ButTalo,  Corning  and  N.  York. 

^  u ith   verv     lai g"    o:«ralions.       The   BuQalo  and  State  Line 


inone 

i  6 

11,256  none'  40 

79,659  nonej  36 

141,836    8     il07f 

55,266   6       47 i 

163,076   6       664 

,   W.    90 

651,2141    132,515      61,613    8  *  108} 

1,400,0001 inonei 

673,600 I none    16 

1 ,007,600      550,000=  1,745,5161 ! none   38 

|120;  2,486,000    2,429,100!  5,577,467    496,397'    266,689 none   26 

:117|  8,500,000.  3.600,000: 12,000,000 ! 14* 

;  47;  l,500,00(t i  1,600,000 Lea-sedto'the  Vt.  Cent.   100 

;  51       3!)2.0(Hl      700,000] jRecently  jopened.    none  •  •  •  • 

;  2 1     ; i i none' 

'28'  I,S.30.t>00 l,996,249i    388,1081    130,881    7>^    94 J 

.  83    4.076,074       150,000  4,092,927!    659,0011    338,215   7      104i 
63    3,16<\09O       390,000    3,546,214i    469,666!    227,434;  6        86* 
I  69;  4,500,000      426,000i  4,846,9671   758,819i   331,296   7     101 
'  28      421,2%      171,800:      633,906!      60,743i      30,066   2>^i  40 
52;  1,591,100      193,5001  1,801,946'    22^t,004!      72,028   6  *    65 
75;  2,850,000      600,000!  3,120,39ll   488,7931   241,017   114   ^^^ 
42|  1,0.)0,000       none,     j  1,060,004)1    229,445 1      99,589:  8  "105 
3,510,000      112,3061  3,623,0731   674,574'   232,787i  6    :  95i 
.'■>00,0fKV      none.  520,4751    164,2301 

547,015      819,7431  1,245,927!     67,261; 
1, 964.070'      282,300;  2,293,634!    822,213' 
250.000;     none.    I     307,136    137,406 


60; 
20! 
26| 

46 

Til 


2,110,536j  1,001,600   3,203,333 


n  fer  to  our  review  for  the  we^k. 

1m  en  but  t'vv  h-'iihiiult'   transactions. 


I. 
Conn. 


N.  Y 

(t 


k<tto-dav,   \\\i\x    very     .„„        . 

.     .     .  ,.  -      I?  •      II     I. .         .,j    CananUaijT'ia  aiKl  Niasrar.a  F   . 

piinctpal  transactions  were  ttt   Ene,  llarlen  ,   and   Canandaitnta  an.l  Ehaira 

Hjidson   River   roads,   and    m   Cund>erlund,   »i>a  ;  Cayuga  and  Susquehanna ... . 
PArker  Vein  Coal  Companies,   and  .in  Nicaragua.  ;  Erie,  (New  Y'ork  an<l  Erio^. . . 

Eiie  touched  87,   being  an   improvement   of  one  ;  Hudson  River 

per  cent  in  the  previous  day,   but  closed   at  86.  £,^,'|^*'j",.^,jj 

Hudson  River,  opened  at  75,  and  closed  .-it   73'._..  ■  j^^.^^  yo^^^  Central  ........  . 

Nicaragua  improved  one  per  cent   selling  at   -".  ;Ogdensburgh  (Northern) 

Cumberland   was   a     trille   lower.      The  contest  j  Oswego  .and  Syiacu.se 

between  the  Panama  and  Nicaragua  appears  to  l>e  '  Platt^burg  and  Montreal .... 

r  .  ,      ^  fri  1    .  ,  Rensaoiaer  and  Saratoga 

opferating  agau,st   the   former,     i  lie  market  as  a  ,  j^^^j^^^^^  ^,^^  Washington 

geheral  thing  closed  heavy.   The  statement  of  the  :  Saratoga  and  Wivshington .... 

Ene  Company  published  to-day,  is   not   well  re-   Troy  and  Rutland 

cefved  •  chiefly  we  tliink,  bi-cause  it   appeared  to  I  Troy  and  Boston. 

be 
of 


the  Company  is  much  larger  than  the  sum  upon  |  Morris  and  Es.s(>.\ 

wljich  interest  was  paid.  The  whole  amount  of  the  j  New  Jersey 

debt  cannot  havr  been  eorroclly  stated.    We  can-  i  New  Jersey  Central 

noUee  whv  the  whole  amount  of  interest  occur- 1  ^r ^nd'^v^^'p  It 

,  J  u      .»       1     •     bi^'and  .N(»rth  Last 

iu«  durin- the  mne  months  covered  by  the  ««vi-  jj^^^-^^^^^^^j^  ^^^  Lancaster. . . 
de  id  A\  .vs  not  deducted.  The  statement,  it  appeal s  Philadeli.liia  and  Reading. . .  . 
tolxia,  should  have  been  substantially  as  follows.     Philad.,  Wilmington  and  Bait. 


N.J. 


Penn. 


45   1,1,34,000 
1551  5.150.000 

50I 

40!  l,457,600i 

45!   , 

62j  3,000,000; 
llOj   i 

5C    ' 

66!      558,8611      800,000 

61)  3,000,(K¥)'  1.641,000 

621      926.00(i:      440,000 

55!   7oOr,00   660,000 

54t  2,121,110!   701,600 

91  j   ?*00.(»00;  1,550,000 
1321 

69 

60 

47 

35 
464 
144 
130 

95 
504 
118 

86 

23| 

26 

60 

41 
82 
89 
96 
65 
46 
81 
63 
66 
20 
86 
96 


171,2101  1,321,945 
6,319,6201  9,963,769 


879,636;      872,000 

425,500!  '  582,400 
fi87,OOOi  400,000 
9,612,096|24,003,865 
3,740,515;  7,046,395 
4,725.250;  977,463 
1,876,148'  616,246 
22,858,600;  2,111,824 
1,579,909;  2,969,760 
350,000      201,600 


300,000'  1.731.498 

I     ' 

472,000 

2,500,000 

In  progrcs 

1,511,111 

4,978,48' 


1,380,610 
2,596,488 
2,560,600 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

31,301,806 

10,527,664 
6,102,935 
2,446,391 


174,042 
610,000; 

850,000: 

899,800' 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 


6,133,834 
607,803 
849.775 
774,495 
1,250,000 
1,832,946 
329,577 


232,787i  6 
43,950  7>^!117 
23,416  none   60 
101,610nonei  94 
24,399!  8    i..-. 
218,679      18,648!nonel  17 
162,109i     66,900   A%:  68 
1,339,8731   683,194!  6^!  98 

I ..:i  63i 

263,690|    139,514   6    j.... 

'600.4081   332',223!none|i22 
329,041!    168,902:none!....' 
69,629i 'none!.... 

114,410 ;....'.... 

806,713    428,1731  7      104| 


Recently  opened,    none  46 

267,661!    116,96oi  4>^:  66 

Recently  jopened.   inonej  86 

I inonei  66 

. .  1130 


Recently  'opened. 


76,760 

74,241 

3,537,766 

1,063,659 

681,446 

205,068 


39,360.  none!  68 


23,496' none! , 

1,691,6231  7     I  76 J 

338,783inone|  714 

324,494i  6       68| 

44,070inone!  324 

...:...' j....'ll44 

480,1371    196,847|none    304 
90,616J      43,6091  4     j  70 
Recently  lopened.    none, . . .  • 
218,078|     96,737  ....|.... 

Recentlv  opened.   ' |.... 

173,646    136,017|none!  30 


128,000 
476,000 


131,000 

26,000 

400,000 

940,000 

100,0001      329,577  Recently 
700,000    1,043,357  Recently 
650,000;  1,693,711     225,162 
4,327 ,4«'' 1,388,385 
1,220,325;    149,941 
8,245,720    608,942     316,259ilO 
986,106  1,600,000  2,379,880    260,899    124,740j  i% 
1,184,600|        13,000   1,266,143    118,617       76,890   6 

600,000j I      750,000  Recently  opened,  i 

783,960  688,0511  1,609,4941  200,249  106,9321  8 
„„  6,666,332110,427,800 17,141,987'2,480,626  1,261,987  7 
98  8,860,0001  2,408,276,  6,818^9l   t'K"  "P*    888,601   6 


opened.  j  88 

opx-ned.  none..., 
116,7061  8  1100 
478,413jl0  il60 

79,252  4  |.... 


148  - 


126 

•  •  •  • 

86 

774 


.    T^^\T>^^-- — "• 
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AMERICAN    RAILROAD 


Railway  Sliare  List, 

Compiled  froni  tfu  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100 


NAME  OP  COMPANY. 


O 
I 


0. 


Pennsylvauia  Central ........  Penn.  260  9,768,155 

30  ! 

47  I 

381  9,188,300 

38  1,660,000 

67  I 


66 
27 
64 
78 
22 
76 
62 
107 


r 


.o 
•a 

•s 

c 

9 


I  769,000 
1,372,324 
i  686,000 
1,000,000 
;1,328.722 
1,400,100 
60  3,000,000 
32  '    180,000 


1140   1,004,231 


242   3,868,8401  3,000,000 


Ky. 


586,887 


191  3,100,000 
211  '4,000,000 
101    1,214,283 

71 

60 

66 

93 

33 

88 

60 

80  I  836,000 
126  j2,093,814 

38    1,430,150 

29  :    857,218 

65  I 


776,259 
879,868 
688,611 


Philadelphia  and  TrentOD . . 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna. .  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  PcterHburgh . .  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  PotomAc " 

Wilmington  and  Raleigh N  .C.  161    1,338,878 

Charlotte  and  South  Carolina.  S.  C.llO 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  Kiver  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery'  and  West  Point.  " 

Southern Miss, 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga 
Covington  and  Lexington . 

Frankfort  and  Lexiiigtrm '' 

Louisville  and  Frai\kfbrt " 

Maysville  and  Ler  ngton " 

Cleveland  and  PiUsburgh  . . . 
Cleveland,  Paines*.  and  Ash 

Cleveland  and  Columbus " 

Columbus.  Piqna and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  •' 

Cincinnati  ;«nd  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie. .  .  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiaua " 

Scioto  and  Hocking  Valley ...  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois ...  Ind. 

Indiana  Central " 

Indiana  Northeni " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianajwlis " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago " 

Chicago  and  Mississippi " 

Illinois  Central HI. 

Galena  and  Chicago 


6,000,000 
9,827,123 


£  S 
^  & 


13,600,000 


be  ^ 
.S  « 

SB 
«® 
H 


S 


.5  'C 


JOURNAL.  ■     6  •« 

I  Earnings     for    nine  - 

months •  83.286,887  24  . 

Interest    on   Funded 

debt  of  24,603,867  1,246,183  09  * 

Rent  of  Union  Rail-  , 


o 

e 

2 


s 


173,867 
200,000 


19,542,307 
1,660,000 


In  prog. 
In  prog. 
1,163,928 
liln  prog 

1  1,100,000 

503,006!  1,531,238 
800,000jlu  prog. 
446,036  In  prog. 
l,600,000|In  prog. 


1,948,827 


617,626 


1,326,563! 
348,6221 
418,6731 


615,384; 
216,237; 
152,636| 


1101 
65i 


227,5931      72,370;  7 


122,861 

264,370^ 


74,113|none 
113,256   7 


176,485 


74,902  none 
none 


120,000 
1,134,698 


300,000 


416,5321 
2,965,574  j 


89,776 
610,038 


12 

153,898'  6 


106 


Ohio.ilOO  1,239,450 

"      i   71  ; 

136  3,027,000 

46  i 

61  i 

60  1,694,000 


40      310,000 

20 

36 

81 

87 

84  12,370,784 
....  900,000 
167  '2,387,200 

67 


\c. 


187 


87 
64 
31 


|131 

I  83 


62 
88 
40 
72 


1,750,700 


662,000 
1,092,137 


1113 


Michigan  Southern . 

Michigan  Central " 

Pwlfic Mo. 


"     ■  92 
.Mich. '315 

"     '282 
.  86 


1,050,000 
'  632,387 
2,'40O,60C 


l,932;361 
24f.9.410 
4,000,000 
1.000,000i 


In  prog. 
7,002,396 
In  prog. 
306,1871  3,378,132 

1,2141 

168,000  1,596,283 
In  prog. 

743,625 
In  prog. 
In  prog. 
In  prog. 
1,330,960 


150,000 
400,600 


641,000 

860,000 

1,100,000 


1,371,000 
"  408,206 


906,000 
660,666 


1,000,000 


1,000,717;  609,711j  7 


946,608! 
934,4241 
296,684! 


608,626  8 
456.468  7}4 
153,697,  9 


129,395;  71,536!  8 


In  prog. 
In  prog. 
In  i)rog. 


173.642 


76,0791  8 


126 
ii6 
169" 


584,902j     87,421(     44,250....    80 


In  prog. 

2,%3,766; 


3,655,000j 
2,000,0001 


194,429 
777,793 


123,306!  6 
483,454:12' 


93 


126 

98 


2,600,000i    821,793;    200,967!. 

In  prog.      i I , 

925,000iRecently  jopened. 
Id  prog. 


106 
72* 
80 


70 


In  prog.     I 

2,634,167!   626,746 

1,856,00(»; , 

640,618    113,401 


314,670   10  1119* 


1,767,000;  4,110,148 
iln  prog 


96 


!. 


97 


2,450,000 


800,000 
119,600 


In  prog. 


Recently!  opened. 


1,317,140  Recently  opened.    • 

1,257,714     237,606    135,363    15 
In  prog.      I i . . . . 


II 


Recently  opened. 


. .  103 

tin  prog [ ' I  80 

! Recently  iopened.     i  78 

760,000,  2,400,000    510,414    268,075,  10  i  85 

jIn  prog.      I j....;  70 

663,100  1,863,019    105,944      71,446  4     108 


4,000,000;  4,600,000 

! i I i....!186 

600,000'In  prog.        473,548'    286,152  ....  124 
2,629,000  6,430,246    692,187    29.i,f')46  ....  124* 
4,067,396   8,614,193 8  112i 

noo«.    jlo  progree  Beoently;  opened.  J ....... . 


road 58,600  00 

Transportation  ex- 
penses   1,803,662  38 


I 


Leaving  for   Div- 
dend 


8,102,816  47 
«;138,671  77 


Or  1 3   per  cent  on  I 

the  capital  stock  10,000,000 

The  last  mortgage  of  510,000,000,  is  known  to 
be  in  the  hands  of  the  Com;  anies  Bankars,  and 
partly  sold,  and  the  interest  on  this,  which  either 
has  been,  or  must  bo,  provided  for,  should  have 
been  deducted  as  well  as  that  the  oh/  funded  debt 
The  statament  of  course  might  vary  somewhat  from 
the  above,  but  not  in  its  maiue  features,  It  is 
a  Qoticable  faci  that  the  statement  makes  Uie 
debt  of  this  Company  at  1,500,U0<»  less  ibeu  wbat 
Mr.  Loder  stated  it  to  be  on  the  tirst  of  March 
last,  which  cannot  be  the  case.  We  are  satisfied 
that  the  statement  operated  pn  judically  to  the 
stocks.  It  would  have  been  much  better  to  have 
postponed  any  statement  till  the  appearance  of  the 
promised  report. 

Among  the  events  of  the  day,  is  the  failure  of 
Mr.  Marvin,  president  of  the  board  of  Brokers, 
caused  by  the  recent  rapid  advance  in  Eru.  It 
is  perfectly  honorable  to  cramble  in  stocks,  but  very 
disgraceful  not  to  pay  the  stakes  :  so  by  the  role* 
ofthe  game,  Mr.  Marvin  retires  from  the  table  or 
the  hall. 

FriJay. — The  downward  tendency  uotiwd  at 
the  close  ofthe  previous  day  continne  to-day.  Erie 
closed  at  83^^',  a  fall  of  1  >^  per  cent.  Hudson  wa.«. 
2  per  cent  lower,  Harlem  sold  at  59»^,  and  Read 
log  at  86.  Coal  stocks  were  heavy.  The  fon-ign 
news  was  not  well  received.  The  English  market 
is  reported  very  dull  for  American  secuiities,  while 
the  orders  from  the  continent  aie  much  less  than 
for  a  corresponding  period  the  past  year.  Money 
was  tolerably  well  supplied  on  call  at  7  per  cm 
rates  on  business  paper  from  10  to  12  per  cent 

Saturday, — The  stock  market  to-day  is  wry  ac- 
tive with  slightly  declining  prices.  Erie  sold  at 
80,  dividend,  which  was  equal  to  83>^.  Hariem 
sold  Ht69|,  Hudson  River  at  73  Reading  at  66, 
Nicaraugua  at  25i,  Cumberland  Coal  company  37*. 
Panama  100,  a  large  decline  from  the  last  sale.  lo 
money  there  is  no  perceptible  change;  the  demand 
is  active  and  is  materially  assisted  by  the  number 
of  railroad  eornpanies  in  the  market  for  short 
loans. 

Mo^nday. — There  was  an  active  business  to-day 
in  the  Stock  Exchange,  witli  a  decline  upon  Sat- 
urday's prices  Erie  went  to  78^,  a  decided  Jail- 
ing ofl.  As  previously  stated,  the  recent  exhibit 
of  the  corapanj  operates  unfavorably.  Hudson 
River  sold  at  72i.  The  most  important  decline 
wa.s  in  Panama,  which  went  to  Sb,  which  is  a  fall 
of  57  per  c«*nt  from  its  recent  highest  poiul.  The 
great  my8t#r>-  iu  which  this  concern  is  shrouded  is 
one  cause  of  its  weakness,  and  bad  management 
another.  Money  was  more  abundant  on  call,  and 
easier  on  long  loans,  though  still  in  very  active  de- 
matjd.  Exchange  tt»ok  an  upward  tnrn.  Messrs 
Decoppetfs  circular  for  the  steamer,  quotes  as  fol- 
lows; 


-  i'  "  ■• '  ".  -^M^ "»'"-'*'iii!  *  niMU  ■^•M*'  'r'f'J"  >  '!i  \ '» !?-' ' " '"' '•^'*' J*r' 
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>u  London 109|^al09^ 

:*ari8 6.12ia6.1& 

LmBterdjim  and  Frankfort iOZ^ail^ 

Jremen 79Jga80 

lamburg 36>4a36i 

The  following  is  the  statemt-nt  of  the  Banks  fur 
^hu  week  ending,  Sept.  24  : 

Sept.  17. 

[ioans $90,220,589 

Jpecie 11,870,055 

Circulation. . . .  9,576,823 
peposits 67,612,261 


Sept.  24. 
890,079,877 
11,346,486 

9,478,694 
68,339,400 


Dec'se. 
S140,702 

523,569 

98,129 

*727,14y 


*  Increase. 

Tuesday. — At  the  Stock  Board  only  a  moderate 
business  was  done  to-day.  The  tendency  was  still 
downward.  Erie  went  to  77,  a  fall  of  H  per  cent, 
lludson  River  to  71^',  Harlem  to  69.  Prices  were 
fieavy  for  coal  stocks.  Money  is  easy  on  call,  but 
ijates  for  paper  and  long  loans  range  from  10  to  12 
J^r  cent. 

Wednesday. — The  stock   market  is  still  down- 

rard.  Erie  is  the  principal  fancy  dealt  in,  of  which 

'  reri'  large  sales   were  mado.     At  the  first  board 

1  he  stock  touched  76*4,  which  is  a  fall  of  6^  per 

<  jent  since  the  dividend  was  declared.     The  stock 
"  ras  a  Utile  better  at  the  second  boani.     The  sales 

)f  to-day  exceeded  $8000  shares.   Other  stock  fell 

<  (tf.     Hudson  River,  Harlem  and  Reading  one-halt 
.•ent  each. 

The  state  of  Missouri,  through  her  last  legisla- 

nre  extended  her  credit  thus  : 
'  To  the  Hannibal  and  St.  Joseph  railroad 
with  grant  of  land  from  government.  .81,600,000 

n  favor  of  "the  Pacific  railroad 3,000,000 

a  favor  of  the  Southwestern  Missouri 
railroad,  with  grant  of  land  from  gov- 
ernment  1,000,000 

to  the  Iron  Mountain  and  Pilot  Knob 

branch  of  the  Pacific  railrood 750,000 

n  favor  of  the  North  Missouri  Railroad.  2,000,000 


sion  oflm&iness  to  the  Hartford  ane  N'.v -Haven 
line.  T!  <(  total  cost  of  the  proposed  connection 
will  be  SI, 600," Ml  el"  V  hich  a!)  except  this  »^100,000 
has  been  alu'adv  secured. 


Cbic«{(o  and  SI.  IionU  Uallroad. 

The  Dailij-Ciniimercial  Advertiser,  of  Chicago, 
16th  inst.,  says  : 

"The  Chicago  and  Mississippi  Railroad  is  fininbed 
ten  miles  further,  to  Hamilton,  and  the  staging  is 
reduced  toouly  twenty  miles  between  the  twocities. 
The  company  is  progressing  with  tho  Road,  on  air 
line,  toward  this  city  with  all  the  spirit  of  this  go- 
ahead  ago.  We  shall  soon  hear  of  its  iron  horse 
entering  Joliet,  the  most  beautiful  and  flourishing 
inland  city  in  the  State.  This  must  over  bo  a 
favorite  thoroughfare  from  the  great  Mississippi  to 
the  Lakes  and  Northern  Atlantic  cities,  and  for 
freight  and  way  travel  will  be  without  either  a 
rival  or  equal,  and  must  be  one  of  tho  best  paying 
Roads  in  the  Union.  Joliet  has  already  introdu- 
ced manufactures,  or  an  improved  and  enlarged 
plan,  in  advance  of  her  sister  cities;  and  the  com- 
pletion of  her  Railroad  due  east,  to  connect  with 
the  great  Eastern  Roads  at  Laporte,  will  place  her 
far  in  advance  of  any  other  inland  city  in  the  West 
— if  a  city  accessible  by  both  river  and  canal  can 
be  called  inland.  While  the  citizens  of  other  pla- 
ces have  been  blind  to  tlie  true  elements  of  a 
wealthy  city,  those  of  Joliet  have  exhibited  their 
sagacity  by  introducing  manufactures,  and  placed 
their  city  on  the  surest  foundation  for  permanent 
prosperity  and  opulence." 


Making  in  all $8,260,000 

The  semi-annual  interest  on  the  Columbus  City 

;  )on  Is  to  the  Columbus  and  Xenia  Railroad ;    on 

he  Cleveland  City  Bonds  to  the  Cleveland,  Colum- 

)U8,  and  Cincinnati  Railroad ;  on  the  Marion  and 

Jhelby  (Ohio)  Counties  Bonds  to  the  Bellefontaine 

tmd  Indiana  Railroad;  on  the  Cleveland,  Paines- 

■rille,  and  Ashtabula  Second  Mortgage  Bonds,  and 

on  tho  Ohio  and  Pennsylvania  Railroad  Income 

)onds — all  due  on  the  1st  of  October,  and  will  be 

laid  on  that  day  at  the  Banking  House  of  Wins- 

ow,  Lanier  «fc  Co.  in  this  city. 

Railroad  up  tlie  ronneotloat  Valley  and 
Quebec. 

At  the  annual  meeting  of  the  Hartford  and  New- 
Haven  Railroad  Comyany,  a  vote  was  passed 
inthori/ing  the  Company  to  join  all  the  other  lines 
jhrough  the  Con.neclicut  River  Valley  between 
hite  River  Junction  and  New- York,  embracing 

line  of  near  300  miles,  in  guaranteeing  $100,000 

>f  Pref  6  £  cent  Stock  to  be  issued  by  the  Con- 
ticut  and  Passumpsic  Railroad  Company  for 
Ihe  purpose  of  making  a  connection  with  the  Ca- 
]|adiAn  Railroad,  will  which  in  six  months  be  com- 
]  >leted  from  Quebec  to  Richmond,  and  thence  to 
i  sland  Pond  in  Vermont,  whore  the  Connecticut 
:  livefr  Valley  lines  will  join  it.    This,  says   Tht 

lartford  Times,  virtuallp  makes  Quebec  tho  nor- 
1  heru  terminus  of  the  great  valley  chain  of  rail- 
1  oads,  and  makes  a  new  route  between  New-York 
,uid   that  capital,   71  miles  shorter  than  can  by 

D*de  by  any  other  line  or  union  of  Mnes.     This  of 
I  loarM  will  brtng  »  ^ry  Itffe  and  Talu«bl«  »oom- 


Cleveland  and  Toledo  Railroad. 

This  road  is  enjoying  a  large  and  lucrative  busi- 
ness and  is  constantly  improving  in  condition,  and 
in  facilities  for  increasing  traffic.  Ballast  trains 
are  running  daily,  and  the  track  is  bocomingmore 
firm  and  secure.  The  condition  of  this  part  of  the 
work  was  anything  but  good  when  delivered  by 
the  contractors.  Tho  company  have  been  at  much 
expense  in  transporting  materials  for  road  cover- 
ing, hauls  of  from  thirty  to  fifty  miles  being  neces- 
sary for  a  supply  of  sand,  which  is  the  best  ma- 
terial that  can  be  commanded  for  ballast. 

At  iVorwalk  extensive  improvementti  are  in  pro- 
gress, embracing  a  large  engine  and  machine  sta- 
tion, passenger  and  freight  houses,  etc.  The 
Engine  house  is  now  erecting,  the  design  con- 
templating a  large  circular  building  of  182  feet 
diameter,  having  stalls  for  20  locomotives.  The 
inner  walls  will  be  sustained  by  cast  iron  columns 
and  arches.  The  remaining  parts  and  the  machine 
shoi>8  will  be  uf  brick.  The  machine  shop  is  160 
by  70  feet,  with  walls  of  18  feet  height.  The 
foundations  of  this  building  have  been  laid  in  the 
most  substantial  manner,  consisting  of  a  batter 
wall  5  foot  high  and  6  feet  wide,  laid  in  cement, 
and  carried  up  from  a  bed  of  concrete  mauled  in 
a  wide  ti-ench.  The  blacksmith's  shop,  76  by  40, 
is  also  of  brick  laid  uix>n  similar  foundations.  The 
Machine  shop  will  possess  the  best  facilities  for  a 
convenient  and  economical  prosecution  of  the  re- 
pairs of  the  engines,  having  slide  and  drop  tables, 
and  a  full  stock  of  the  best  tools.  The  lathes, 
planers,  &c.,  are  from  the  Union  Works  of  Seth 
Wilmarth,  Esq.,  of  Boston,  Mass. ;  the  stationary 
engine  and  boilers  are  from  the  Cuyahoga  Steam 
Jurnace  company  of  Cleveland,  Ohio. 

The  wood  and  water  sheds  are  immediately  ad- 
joining. The  company  have  been  at  considerable 
expense  in  procuding  a  certain  and  uniform  sup- 
ply of  water;  iron  pipes  of  three  inches  bore 
having  been  laid  for  upwards  of  two  miles.  The 
water  lappled  ft-om  this  sonnw  is  of  very  good 


quality,  au  important  coaiideratiOD  fur  locomotivo 
purposes  in  the  western  states. 

The  engines  u|K)n  the  southern  division  of  this 
road,  which  includes  the  section  from  Grafton  to 
Toledo,  are  principally  from  the  Boston  Locomotive 
Works.  They  now  number  fifteen,  and  are  under 
the  charge  of  Mr.  J.  A.  Jacktnan,  formerly  of  the 
Boston  and  Worcester  Railroad.  The  northern 
division  from  Ohio  City  to  Sandusky  will  soon  be 
opened  throughout  its  entire  length. 

PennsylTanla  Central  Railroad. 

Th?  Central  Pennsylvania  Railroaid  Company 
are  rapidly  pnshingthe  surveys  of  anew  road  from 
Altoonato  the  summit  of  the  Allegheny  MounUin, 
about  twelve  miles  in  length,  intended  for  the  trans- 
portation of  freight.  By  adopting  two  inclined  pla- 
nes, they  secure,  on  this  route,  au  easy  grade  for 
thei-  burden  trains,  and  preserve  the  road  now 
nearly  completed,  exclusively  lor  rapid  transit  of 
passengers.  The  new  rout«  will  be  placed  under 
contract  in  a  short  time. 


liake  Superior  Iron, 

We  are  in  possession,  through  the  kindness  of 
the  Detroit  Tribune,  of  two  nnnarkablc  specimens 
of  this  iron.  Ohe  is  a  shaving  turned  from  a  cast 
iron  shaft,  and  when  removed  was  over  ten  feet 
long,  but  has  since  been  broken.  The  structure 
of  the  iron  however,  resembles  that  of  the  best 
wrought  iron,  and  many  would  judge  it  to  be  a 
sample  from  a  Lowmoor  or  Bowling  lire.  Shavings 
turned  from  cast  iron,  hardly  ever  exceed  a  few 
inches  in  length,  and  still  more  seldom  ever  take 
the  spiral  form. 

The  other  sample  is  of  Lake  Superior  pig.  It 
presents  large  and  beautiful  crystals,  and  gives  in- 
dication of  gi-eat  purity  and  toughness.  It  is  a 
settled  fact  that  for  excell«nce  of  iron  the  Lake 
Superior  country  challenges  the  world. 

On  another  page  will  be  found  an  analysys  of 
some  ores  recently  discovered  within  two  miles  of 
the  Lake.  We  have  seen  specimens  of  these,  which 
without  having  been  refined,  have  been  tested, 
and  show  the  properties  of  steel.  For  conversion 
into  steel,  we  have  no  doubt  they  arc  well  adaptr- 
ed. 


TorontA  and  starula   Katlroad. 

From  the  Guelph  Herald  we  learn  that  the  To- 
ronto and  Sarnia  Railroad,  "after  passing  through 
the  Market  Square,  will  reach  the  Waterloo  road 
by  a  tubular  iron  viaduct,  spanning  the  roadway 
obliquely  between  Richardson's  and  Hall's  corner. 
The  viaduct  will  have  two  arches  of  30  feet  span, 
and  one  of  60  feet,  and  will  be  of  sulTlcient  height 
from  the  ground  to  permit  the  pa.ssage  of  laden 
vehicles  beneath — twelve  or  thirteen  feet —  which 
will  necessitate  an  exca\>»tion  of  some  depth  on 
the  north  side.  This  plan  will  be  far  preferable  to 
having  the  line  intersected  by  the  roadway  on  the 
same  level,  will  obviate  much  annoyance  and  de- 
tention, and  possibly  prevent  many  accidents." 
« 

He^r  Project  In   Canada.    -^  C'-- 

Montreal  papers  contain  long  accounts  of  a  large 
and  enthusiastic  meeting,  held  on  the  29ih  ult., 
at  Waterloo  and  SheflSeld,  to  tako  measures  for 
pushing  on  the  Stanstead,  Shetford  and  Ciiarably 
railroad.  Spechcs  were  made  by  Attorney  General 
Drummond,  Mr.  Terrill,  M.  P.  P.  for  Stanstead, 
Hon.  Porteous  Baxter,  of  Vermont,  aiid  oth'^rs. 
We  are  glad  to  find  t^io  Lower  Province  bcgiiuiing 
to  wake  up  and  set  forward  right  earnestly  in  the 
march  of  improvement.  The  resources  of  the 
Eastern  Townshijis  are  abundant — we  trust  that 
the  energies  needed  for  their  AiH  development  wJH 
not  bo  waotiDf. 
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Railroad  to  the  Paolflo. 

With  the  increasing  interest  felt  in  the  project 
of  a  raih-ond  to  the  Pacific,  we  must  expect  to  see 
parties  in  the  field,  foj  the  purpose  of  taking  the 
initiative,  and  if  possible  of  placing  themselves  in 
positions  which  shall  enable  them  to  take  the  lead 
in  this  enterprise,  whenever  movement  shall  be 
made.  As  there  are  aeveral  routes  proposed,  dif- 
ferent interests  and  companies  will  undoubtedly  be 
organized,  each  of  whom  will  put  in  a  sort  of  pre- 
emption right  to  routes,  which  they  expect  will 
enable  them  to  control  matters,  should  their  own 
be  selected  ;  or  to  "sell  out"  at  a  round  profit.  In 
other  words,  the  project  of  a  railroad  to  the  Paci- 
fic is  likely  to  be  taken  up  by  various  parties  as  a 
matter  ol  sjKicuIation,  for  the  jjurpose  of  making 
money  out  of  the  scheme,  rather  than  with  any  in- 
t.ention  oi'  Iruilrlini:  tlie  road,  and  who,  to  accom- 
plish their  objects  will  endeavor  to  associate  their 
names  with  this  work  before  the  public,  as  a 
means  of  exerting  influence,  or  for  the  purpose  of 
demanding  a  amsidcralion,  as  a  condition  of  giv- 
ing their  places  to  others. 

It  is  from  such  influences,  selfiish  in  their  char- 
acter and  aims,  that  the  greatest  obstacles  are  to 
be  experienced  in  carrying  out  this  great  work. 
Could  it  be  committed  to  the  charge  of  exactly 
the  right  sort  of  men  ;  men  who  have  both  the 
personal  character  and  experience  in  the  construc- 
tion and  management  of  railroads,  that  entitle 
them  to  command  the  confidence  of  the  public, 
then  there  would  be  uo  difficulty  in  carrying  out 
this  work,  unaided  by  the  general  government,  ex- 
cept by  grants  of  lands,  and  contracts  for  mails, 
etc.  As  it  must  of  necessity  be  the  work  of  many 
years,  the  sum  annually  required  would  not  be 
large,  compared  with  what  our  i>eople  are  yearly 
investing  in  railroad-s  With  the  incidental  aid  that 
might  be  expected  from  government,  the  scheme 
could  be  made  attractive  to  capitalists  the  world 
over ;  while  if  it  were  in  proper  hands,  there  is 
hardly  a  person  in  the  country  of  any  means,  who 
lor  the  sake  of  aiding  such  an  enterprise,  would 
not  take  one  or  two  shares  in  the  work,  per- 
fectly sati&fied  to  lose  it  in  case  the  project  could 
be  realized.  We  repeat  that  no  difficulty  need  be 
experienced  in  providing  the  means  for  a  railroad 
to  the  Pacitic,  nor  in  constructing  this  work  with 
all  reasonable  dispatcli,  considering  its  magnitude ; 
but  we  anticipate  great  difficulties  from  the  causes 
we  have  enumerated.  . 

Of  the  necessUy  of  this   work  the  public  are   al- 
ready sufficiently   convinced.     They  are   equally 
so,  that  built  and  managed  with  economy  it  would 
.  yield  a  satisfactory  income.     This  being  admitted, 
the  next  question  is  to  determine  the  rmUe.     The 
proper  rout*.'  can  be  selected  only  when   the  char- 
acteristics of  lUl  that  are   proposed  are   known 
,  They  may  all  be  practicable,   but  we  must  know 
which  is  the  niOit  bo.VThis  can  only  be  ascertain- 
ed by   comparing  them  with  each   other.     When 
the  question  of  the  topography  of  the  country   is 
disposed  of,  others  will  arise  such  as  the  capacity 
of,each  for fiirnisuugabuudantsuppliesol  wood  and 
'.  water.    Wlien  these  are  settled,  considerations  of 
■  •  »  c<»w7a«;citii  character  mnst  be  allowed  their  due 
.    weight,  for  it  is   to  acoominod;ue  conimcr^'j,   that 
the  road  is  to  be  buili.     A^  this  Iwst  questmii  must 
'■  to  a  great  ext»Mit  be  a  matter  vf  opinion,  >vhile  the 
.  others  are  siinpiy  njUt.ers  offer',  it  is  easy  to  see 
^  that  difi^rent  portJOQs  of  th«  commaDity  will  iS' 


sist  that  the  routes  which  favor  them  are  the  best ; 
and  that  it  will  be  impossible  to  bring  all  into  one 
plan.  We  think  therefore  that  the  General  Gov- 
ernment should  extend  the  same  encouragement  to 
several  routes,  leaving  the  ultimate  selection  to 
the  sense  of  the  parties  who  are  to  furnish  the 
means  for  construction. 

Upon  the  question  of  the  superiority  of  route, 
in  their  physical  characteristics,  we  have  as  yet 
no  competent  evidence.  The  several  explorations 
of  the  parties  now  in  the  field,  under  the  auspices 
of  the  United  States  government,  will  throw  much 
light  upon  this  subject;  but  of  a  general,  rather 
than  a  critical  and  practical  character.  The  alti- 
tudes will  be  determined  by  the  barometer.  The 
nature  and  extent  of  the  obstacles  to  be  encoun- 
tered, in  the  rapidity  with  which  the  explorations 
will  be  made,  will  only  be  glanced  at.  All  that 
can  be  expected  from  them  is  that  the  several 
routes  will  be  shown  to' be  practicable;  while  fur- 
ther and  more  careful  and  elaborate  surveys  will 
have  to  be  made  to  determine  the  question  of  su- 
periority between  the  routes  proposed.  Our  peo- 
ple consequently  are  in  no  condition  to  cmnhuncc 
the  construction  of  a  railroad  to  the  Pacific,  even 
if  we  already  had  the  means  in  hand  for  such  a 
work,  nor  can  be  for  some  time  to  come,  perhaps 
years,  to  say  the  least. 

We  therefore  regard  all  organizations  which 
propose  the  immediate  commencement  of  this 
work  as  premature.  Such  ai>pears  to  us  to  be  the 
one  at  the  head  of  which  is  the  Hon.  Robert  J. 
Walker,  which  contemplates  the  construction  of  a 
railroad  through  Central  Texas,  via  El  Pa-so,  and 
the  Gila  River .^  In  the  first  place  he  assumes  what 
remains  to  be  proved,  the  practicability  of  the 
road,  and  its  adaptation  to  the  commercial  wantf^ 
of  the  country.v  But  admitting  these  in  favor  of 
this  route,  the  steps  that  have  thus  been  taken, 
hare  not  been  those  calculated  to  inspire  public 
confidence,  or  secure  the  co-operation  and  unite 
the  energies  of  the  whole  country  u{>on  this 
scheme,  without  which,  this  or  any  one  to  be  un- 
dertaken, will  be  found  to  be  impossible.  Mr. 
Walker's  scheme  has  all  the  appearance  of  a  spec- 
ulation  for  the  benefit  of  the  parties  proposing  it, 
and  as  such  certainly  cannot  command  the  confi- 
dence of  capiulists  nor  the  moral  support  of  pub- 
lic opinion.  It  strikes  as  that  Mr.  Walker  has  gone 
the  wrong  way  to  work  Any  chartered  rights  he 
may  have  accjjuired  are  worthless,  unless  he  first 
secures  for  his  route  the  conviction  of  tlie  support 
of  the  country.  To  do  this,  his  eftbrts  should  first 
be  devoted.  He  must  show  his  not  only  to  be  the 
best  route,  but  the  most  convenient  one.  This  done, 
it  is  then  time  to  develope  his  plan  for  construc- 
tion. Unless  he  proceeds  in  this  manner,  and  car- 
ries the  interest  of  the  country  with  him,  he  has 
no  basis  upon  which  to  predicate  success,  and  the 
m,ore  he  attempts  under  this  stat«  of  things,  the 
less  will  be  accomplished. 

Other  projects  equally  plau>sible,  will  be  put  for- 
ward by  other  parties  equally  pertinacious,  who 
can  subscribe  equally  laige  sums  to  the  stocks  of 
theif  roads,  and  who  can  present  equally  strong 
claims  to  the  confidence  of  the  public.  In  this  way 
half  a  dozen  projects  will  be  brought  forward 
which  will  only  serve  to  distract  attention,  to  di- 
vile  the  means  of  the  connn-y,  and  to  render  the 
construction  of  any  Hne  impossible;  simply  for  ibe 
want  of  ticaQimiby  and  coneen  of  aotioc. 


Mr.  Walker  does  not  even  throw  hits  schenje  open 
to  the  public,  but  keeps  It  a  sort  of  close  corpora- 
tion for  the  benefit  of  himself  and  friends,  .ffehas 
subscribed  810,000,000  to  his  scheme,  which,  with 
one  other  8ubscrij)tion  of  $2,000,000,  are  the  only 
ones  yet  made.  It  is  easy  to  see  that  this  course 
is  just  the  one  to  provoke  boslihty  and  opposition, 
the  first  object  of  which  will  hv  to  defeat  his  plan, 
jis  a  necessary  step  to  their  own  success.  By  com- 
mencing wrong,   and  being  the  first   to  show   his 


hand,  his  scheme  will  be  the  first  on«  that  will  be 
swamped,  and  we  have  seen  a  spirit  of  opposition 
which  has  probably  alrea<ly  effected  this  result. 
Mr.  Walker  has  n<tt  laid  a  foundation  broat/  enough 
to  sustain  his  project,  which  will  so<m  tumble  of 
its  own  weight,  and  if  h<,'  is  not  careful  carry  down 
his  own  reputation  and  influeno',  which  other^sisc 
might  reiKier  essential  aid  to  this  great  work. 

IVcMcra     Kailrorda. 

We  in  the  West,  are  becoming  sick  of  the  syv 
tematic  tone  of  alarm  of  the  Eastern  press,  about 
our  Tietc  Western  Railroads.     No  sooner  is  a  great 
line  of  railway  projected  in  the   West,   than   the 
hue  and  cry  is  raised  in  the  Eastern  press,  that  the 
West  if  running  the  system  into  the  ground,  by 
entirely  over-doing  the  matter.     Whether  the  ob- 
ject of  all   this  is  to  alarm  ca{)italists;  so  that  no 
new  investments  will  be  made   in  new   works,  to 
the  utter  ruin  of  those  who  have  already  invested 
in  them,  for  the  puriKwe  of  creating  a  monopoly 
of  the  old  roads,  many  of  which  should  never  have 
been  built,  and  thereby  keeping  up  the   value   of 
their  stocks  and  bonds,  knowing  that  New  England 
and  New  York  have  exhausted  all  their  powers  of 
discovery  to  find  ground  upon  which  to  lay  a  unr 
track  or  whether  it  is  tosecurethe  stocks  and  bonds 
of  the  nev?  Western  roads  to  thenujelves  at   great 
sacrifices,  or  a  real  fear  that  Eastern   and  foreign 
capitalists  will  burn  their  fijigers  in  ticir  Western 
roads,  may  be  a  (question.     Be  all  this  as  ii  may. 
if  there  is  one  thing  more  certain  than  another,  it 
is,  that  the   safety  of  capitalists,    at   home  and 
abroad,  so  far  as  railroad  investments  are  concern- 
ed, does  not  lie  in   the  short,  costly,  competing 
railways  of  the   East,   traversing  a  half   barren 
country,  requiring  heavy  daily  repairs,  and  in   a 
few  years,  re-construction  ;  but  in  the  cheap  long 
lines  of  the  West,  whether   new  or  old,   laid  out 
with  judgment,    traversing  a   fertile  countrj-  of 
great  extent,  every  acre  susceptible  of  the  highest 
state  of  cultivation,  free  from  mountains,  hills,  or 
barren  lands,  populating  with  a  rapidity  unparallel- 
ed   in   the   history  of  any    country    on    eaith.     n 
country  that  is  yet  to  be  the  granary  of  the  world . 
and  to  contain  the  most  deti^  population   of  any 
part  of  the  Globe, — for  where  the  bread  i^.   there 
will  be  the  mouth^  to  cat   ii — aud  a  country   but 
yet  in  its  infancy.         .  j  - 

Please  say  to  your  read«*rs,  for  the  eye  of  uajH, 
talists  at  home,  atid  abroad,  that  if  the  railroad 
system  is  overdone  in  jiuy  part  of  the  world,  it  is 
not  in  the  Valley  of  the  Mississippi.  While  we 
know  that  the  position  of  our  roads  should  com- 
mand the  surplus  capital  seeking  investment,  and 
that  many  of  our  new  roads  will  be  the  paying 
lines  of  the  United  States,  we  do  not  feel  satisfied 
to  find  the  Eartern  pf'ss  against  us,  under  the 
garb  of  eaution  to  capitiiiists  against  n^iTaiload*. 
If  you  go  againrt  tlie  whole  system,  say  so  ,  but 
do  not  throw  your  force  against  the  new  work»- 
tbai,  rvquir*  79ur  aid,     U  vuf  b«  awoiMd  tbat 
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capitalists  are  capable  of  seeing  to  their  interesta. 
That  might  be  true  if  the  press  wonld  let  them 
alone.  But  the  press  makes  pnblic  opiuioo,  and 
that  opiuion  goyems  private  investments  in  pub- 
lic works.  The  writer,  who  is  connected  with  an 
important  Western  road,  knows  that  it  is  hard  to 
contend  against  the  press,  and  he  tbtfrefore  in- 
vokes its  justice. 

Indianapolis. 

"Indianapolis"  is  mistaken.  The  eastern  press 
)•  not  oat  against  any  farther  increase  of  western 
roads.  It  is  as  much  in  favor  of  their  rapid  in- 
crease as  are  western  papers.  We  simply  tell  west- 
ern people  that  they  cannot  get  money  on  such 
easy  terms  as  formerly.  This  they  have  found  out 
we  should  suppose.  Our  foreign  supplies  arc  less, 
and  a  large  portion  of  oar  domestict  means  are  al- 
ready invested.  We  wish  to  apprize  our  friends  of 
the  facts,  that  they  may  "cut  their  coat  to  their 
cloth. '^ 

We  think  that  in  some  portions  of  Ohio  they 
are  'running  the  thing  into  the  ground."  We 
think  the  proposed  road  from  Cleveland  to  St. 
Louis,  a  case  in  point.  We  see  no  necessity  for  h 
new  line  of  road  out  of  Cleveland,  in  the  direction 
of  St.  Louis.  If  parties  wish  to  construct  such  a 
work,  let  them  commence  at  Lima,  for  instance, 
which  is  about  120  miles  from  Cleveland,  and  we 
have  nothing  to  say.  We  think  too,  the  proposed 
road  from  Union  to  Indianapolis  is  "running  the 
thing  the  thing  into  the  ground,"  with  a  ven- 
freance. 

Our  correspondent  makes  a  great  mistake  in  his 
estimate  of  the  receipts  of  the  Eastern  roads.  The 
gross  receipts  of  the  Boston  and  Lowell  road  are 
S15,800  per  mile,  and  the  Boston  and  Worcester 
SI  1,000 ;  yet  the  .stocks  of  these  roads  are  only  at 
par,  though  their  receipts  are  double  per  mile, 
of  those  of  any  western  road.  He  is  equally  mis- 
taken in  reference  to  tke  cost  of  Weston  roads. 
When  as  well  equipped  as  eastern  roads,  they  will 
cost  nearly  as  much  per  mile.  The  roads  that  are 
built,  and  that  were  regarded  the  mosi  pro&table 
roads  in  the  west,  never  were  more  clamorous  for 
money  than  at  the  present  instant.  Their  wants 
will  not  be  supplied  for  five  years  to  come. 

The  idea  that  the  press  of  the  east  sought 
out  any  locality  for  censure  is  preposterous.  There 
are  in  New  York  twice  the  number  of  miles  of  new 
road  npon  which  work  is  about  being  commenced  as 
in  Indiana,  although  we  have  thrice  as  many  miles 
In  operation.  The  west  is  by  no  means  the  thea- 
tre of"  new  works. 

Our  western  friends  mnst  not  complain  that  we 
tell  the  truth.  If  they  will  persist  in  coming  here 
for  money,  it  ia  much  better  that  they  should 
know  how  they  will  probably  fare,  before  they 
have  involved  themselves  in  works  which  at  pres- 
ent cannot  be  carried  out,  than  after. 


Memphis  and  Iionis-rllle  Railroad. 

We  learn  that  a  meeting  of  the  Commissioners 
was  held  yesterday,  at  which  a  preliminary  organ- 
ization of  the  Company  took  place,  by  making  W. 
'  B.  Miller,  Esq.,  President,  and  A.  0,  Harris,  Esq. 
Secretary.  The  proper  steps  were  also  taken  for 
an  earlv  election  of  a  Board  of  Directors  and 
President  of  the  road.  The  information  before  the 
Commisioners  was  of  a  very  satisfactory  nature  : 
enough  of  the  stock  has  now  been  subscribed  to 
^•0  on  and  organize,  evincing  that  a  speedy, 
vigorous  and  practical  action  upon  this  great  and 
important  enterprise,  is  now  no  longer  a  matter  of 


speculation.  The  day  has  arrived  fur  work  to 
be  acpomplished  and  not  talk  over  it  as  has  been 
done  for  the  past  two  years.— JMSrwi.  W^ig'^tk  uU 

JunriitI  uf  KallroMfl  Vmw, 

III.AVY   DAMAi'lK  FOR   NKfiMCENCK. 

The  Executors  of  Casali,  a  Greek  merchant,  re- 
siding in  England,  recently  recovered  damages 
against  the  Lancashire  and  Yorkshire  Railway 
Co.,  under  the  following  circumstances: 

The  deceased  was  a  passenger  in  the  defendant's 
train  upon  the  occasion  of  an  accident  which  oc- 
curred last  spring.  The  train  was  running  at  the 
rate  of  40  miles  an  hour, — there  was  a  Jerk,  a  sort 
of  jumping  motion,  two  or  three  crashes,  and  the 
train  went  off  the  line,  bruising  and  otherwise  in- 
juring many  of  the  passengers.  After  several  days 
lingering  at  the  infirmary  the  defendant  died  in 
consequence  of  his  wounds.  On  examining  the 
road  it  was  found  that  some  of  the  sleepers  were 
longitudinal,  some  of  the  bolts  loose,  and  raised  an 
Inch,  that  many  of  the  sleepers  were  decayed,  the 
chairs  spiked  down  on  sleepers,  which  in  some  in- 
stances were  split,  the  spikes  son^times  loose,  ei- 
ther from  motion,  or  from  the  rottenness  of  the 
sleepers.  The  spikes  were  driven  In  every  three 
or  four  feet,  and  were  not  sufficient  as  fastenings. 
The  permanent  way  was  unsafe,  and  the  gauge 
not  well  maintained.  The  engine  was  four  wheeled 
and  one  of  its  axles  broken,  although  the  engine 
would  go  on.  Mr.  Nasmyth,  an  engineer,  testified 
that  forty  miles  per  hour  was  under  such  circura- 
taiices  too  great  speed  The  engine  ran  oflT  the 
line  because  the  gauge  was  not  maintained,  and 
not  in  consequence  of  the  broken  axle,  as  was  a- 
bundantly  proved  from  an  examination  of  the 
axle. 

Many  rails  were  loose. 

In  respect  to  the  amount  of  damage  it  was  shown 
that  the  income  of  the  deceased  was  from  £1,500 
to  £2,500  per  annum.  He  had  a  wife  and  two 
children,  also  a  father  and  mother  living  in  Con- 
stantinople, whom  he  supported.  By  his  will  he 
had  left  his  wife  £IU0  per  annum,  and  also  to  on>- 
Anne  Brown  the  gross  sum  of  £400.  The  defend- 
ants offered  to  pay  £3000  as  damages,  which  was 
accepted.  This  sum  was  under  the  Statnatry  pro- 
vision apportioned  by  the  jury,  who  awarded  one 
shilling  to  Casali's  father  and  mother,  one-foorth 
of  the  £3000  to  the  widow,  and  the  residue  to  the 
children. 

Five  other  actions  against  the  same  company 
were  at  the  same  time  settled  by  their  consenting 
to  verdicts,  amounting  in  all  to  £7,300. 

At  the  same  time  the  case  of  Ford  against  the 
Midland  Co.,  was  settled  at  £500. 

Mr.  Sergeant  Wiikins,  the  counsel  for  the  de- 
fendants then  observe  .  that  they  greatly  regretted 
the  accidents  in  question,  but  the  Lancashire  and 
Yorkshire  road,  a  few  years  ago,  pnrchased  by  de- 
fendants, was  a  poor  one,  while  the  traffic  over  it 
was  immense,  and  not  of  a  kind  which  could  be 
suddenly  arrested.  But  the  road  was  undergoing 
important  improvements,  and  there  had  been  but 
few  accidents  upon  it,  in  comparison  with  those 
which  had  occurred  elsewhere. 

Mr.  Justice  Erie  said  that  he  presumed  that  the 
damages  to  which  the  companies  had  been  sub- 
jected would  tend  to  allay  the  pnblic  excitement 
on  the  subject,  and  that  in  bis  opinion  civil  ac- 
tions were  far  more  effectual  to  prevent  railway 
disasters  than  criminal  prosecutions. 


liocuinoikve*  iu  Cities. 

"At  the  hearing  before  the  mayor  and  aldermen 
yesterday,  of  the  authorities  of  the  Boston  and 
Maine  railroad  to  show  ciiuse  why  tlieir  motive 
power  should  not  be  changed  from  steam  to  hor- 
ses in  passing  through  the  streets  of  the  city,  sev- 
eral witnesses  were  examined.  Mr.  Williams,  the 
superintendent  of  the  road,  testified  that  about  1,- 
000,000  passengers  annually  left  and  entered  the 
city  over  that  road,  and  many  of  the  business  men 
of  Boston  had  purchased  residences  on  the  line  of 
the  road  in  consequence  of  the  facilities  of  the  de- 
pot in  Haymarket  Square.  He  thought  there 
would  be  more  danger  to  the  passengers  from  the 
horse  power,  as  they  would  be  tempted  to  get  on 
and  off  while  the  cars  were  in  motion.  Mr.  John 
Howe  testified  that  since  the  depot  of  the  road  had 
been  established  in  Haymarket  Square,  real  estate 
in  that  vicinity  had  increased  in  value  224  per  ct. 
while  in  other  parts  of  the  citv  the  average  rate 
of  incrcMC  was  only  69  per  cent. — Mr.  Borden  al- 
so testified  that  he  was  on  the  committee  of  the 
Legislature  that  reported  the  bill  chartering  the 
road,  and  that  there  was  considerable  discussion 
on  the  question  of  compelling  them  to  enter  the 
city  with  their  engines,  so  confident  were  a  num- 
ber of  the  members  that  it  was,  all  things  consid- 
ered, the  safest  way.'* 

We  clip  the  above  from  the  Boston  Traveller. 
It  is  suggestive  of  many  reflections  as  to  the  com- 
parative safety  of  steam  or  horses  as  motors  for 
the  hauling  of  heavy  trains  through  large  cities. 
The  hearing  in  the  above  case  was  adjourned  over 
one  week.  We  are  not  without  the  hope  that  some 
further  testimony  will  be  elicited  throwing  new 
light  on  the  subject.  Our  observation  and  expe- 
rience has  led  us  to  decide  in  favor  of  the  engine, 
especially  if  it  can  be  made  to  answer  the  purpose 
without  the  danger  of  firing  the  buildings  on  it* 
route. 

The  reasons  for  this  decision  are  several.  The 
most  important  one  is  that  the  number  of  perils  is 
decreased  by  the  use  of  steam  about  six  times,  or 
six  hundred  per  cent.  If  horses  arc  used,  each 
train  is  divided  into  as  many  trains  as  it  numbers 
cars,  at  the  point  where  the  horses  are  attached, 
.'he  number  varies  from  three  to  ten  care  in  a 
train,  if  a  passenger  train,  and  from  ten  to  thirty 
if  a  freight  train.  These  detachments  must  keep 
far  enough  apart  to  avoid  collision,  which  is  just 
about  far  enough  to  t«mpt  pedestrians  to  cross  the 
track  between  them.  The  attempt  is  made  gene- 
rally in  some  haste,  and  the  streets  having  been 
sprinkled  are  muddy,  and  consequently  slippery, 
rendering  the  liability  to  fall  and  be  trampled  nn- 
der  the  horses  feet  or  l»e  crushed  by  the  car  wheels 
exceedingly  great ;  as  the  heavy  train  cars  are  al- 
lowed to  run  at  a  speed  of  three  or  four  miles  per 
hour,  and  cannot  be  stopped  on  the  instant.  Now, 
suppose  the  same  rate  of  speed  were  allowed  a 
locomotive  capable  of  towing  the  whole  train  at 
once,  wonld  not  the  danger  be  lessened  by  just  as 
many  times  as  the  train  contained  cars  1  Nay  more 
wonld  not  the  engine  carry  more  terror  to  the 
minds  of  reckless  boys,  and  keep  them  from 
running  over  the  track  just  in  front  of  the  train  1 
Would  it  not  be  more  capable  of  giving  timely 
warning  for  the  track  to  be  cleared  1  We  believe 
there  can  be  no  question  about  these  things.  We 
have  never  witnessed  car  after  car  on  the  Hudson 
River  trains,  dashing  round  the  corner  of  Canal  and 
Hudsonsts.,  full  tilt,  without  being  impressed  with 
the  truth  of  the  assertion  that  steam  power  wonld 
be  less  dangeroos  in  towing  the  whole  traiii.  And 
we  may  say  the  name  of  the  Harlem  and  New  Ha- 
ven trains  iu  this  city,  and  of  all  the  other  horse- 
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power  Iraius  iu  all  the  cities  we  hare  ever  Yisit- 
ed. 

Another  important  coDBlderatton  In  this  matter 
is  its  economical  view.  It  would  be  mach  more 
eeoDomica],  ifat  all  practicable,  for  the  companies 
and  a  great  dual  more  expeditious  for  the  travel- 
lers. Although  these  questions  are  both  seconda- 
ry to  the  public  safety,  yet,  whtn  the  latter  is 
once  secured,  the  former  are  of  no  light  moment. 
We  presume  many  persons  would  be  inclined  to 
doubt  us,  if  we  should  assert  that  the  cost  to  thi- 
Hudson  River,  Harlem  and  New  Haven  Compan- 
ies, of  hauling  their  passengers  from  the  city  to 
the  points  where  they  take  steam  was  half  as  much 
as  that  of  trans|>orting  them  the  balance  of  the 
route,  aud  yet  we  do  not  think  such  an  assertion 
would  be  very  far  outside  the  truth.  The  time 
lost  now  in  coupling  the  train  and  attaching  thc- 
engine  would  then  be  saved  by  each  passenger, 
which,  in  these  days  of  haste,  is  another  valuable 
consideration. 

The  stean  arrangement  would  take  about  300 
horsi'S  out  of  the  street,  whose  labors  would  be 
efficiently  performed  by  a  few  dummy  engines,  and 
this,  we  opine,  would  be  a  desirnble  thing  just 
now,  when  all  sorts  of  expedients  are  proposed  for 
relieving  our  streets  of  the  crowds  which  make 
them  almost  impassible. 

If  the  foregoing  remarks  are  correct,  the  ques- 
tion resolves  itself  into  one  of  feasibility.  Can  an 
engine  be  constructed  so  as  to  draw  trains  through 
our  streets  without  danger  of  firing  our  city  1  This 
we  cannot  answer.  We  believe  it  can.  We  krune 
there  are  many  machinists  and  scientific  men  who 
believe  the  experiment  on  the  Hudson  River  road 
some  years  ago,  would  have  proved  successful, 
had  it  been  persevered  in  a  few  days  longer.  We 
believe  the  management  of  that  road  was  of  the 
same  opinion,  but  it  could  not  afford  to  go  on  ex- 
perimenting without  some  assurance  from  the  cor- 
poration that  the  engine  would  be  permitted  to 
run  in  the  streets  after  its  utility  had  been  demon- 
strated ;  and  as  this  could  not  be  bad  the  experi- 
ment was  given  up.  At  least  this  is  oar  under- 
8tandin<rof  the  matter.  We  are  confident  howev- 
er, that  a  method  will  soon  be  found  to  prevent 
danger  fiom  fire  by  locomotives. 


Brie   Railroad. 

The  Erie  Railroad  Company  accompany  their 
dividend  with  the  following  statement  of  their  af- 
falrt:— 

QE.fTLBMCN:  The  Executive  Committee  present 
for  your  consideration,  with  reference  to  the  dis- 
cussion of  the  question  of  the  amount  of  the  divi- 
dend which  may  be  declared  to  the  stocholders  on 
the  first  of  October  next,  the  annexed  condensed 
statement  of  the  results  of  the  busiuess  operations 
of  the  Company,  from  the  1st  of  January  last: 

An  elaborate  report  is  now  being  prepared,  which 
which  will  exhibit  iu  detail  the  financial  condition 
of  the  Company ;  the  expenditure  which  has  been 
incurred  for  construction;  the  running  expenses 
and  earnings  during  the  current  year;  a  comparison 
with  those  of  previous  years,  and  upon  other  roa  s; 
an  analysis  of  the  business,  and  its  annual  increase 
as  forming  a  basis  for  estimates  of  future  revenue, 
together  with  other  subjects  of  interest. 

The  report  will  be  furnished  for  the  information 
of  the  stockholders  as  soon  after  the  termination 
of  the  present  mouth  as  the  voluminoos  tables  which 
are  prepared  to  accompany  it,  can  be  completed. 
These  ubles  are  now  made  up  to  the  first  of  August, 
and  by  adding  estimates  for  that  and  the  present 
month,  a  close  approximation  to  aa  aeoiuttlf  §(•> 
tement  for  the  year  oan  b«  arrivvd  al.    .-    :  :.-.S; 


The  results  of  these  statements  are  very  gratify- 1     So  it  seems  that  the  capital  account  has  dimic- 
ing,  fspecially  for  the  last  quarter  of  the  year,  aj-jighed  81,127,939  since  March  last.     At   this   rate 


they  show  increased  earnings  and  diminished  ex 
penditnres,  and  at  the  same  time  that  the  road 
and  equipment  liave  t>een  kept  in  better  condition, 
and  larger  increased  facilities  than  have  been  aff- 
oi-ded  at  any  previous  period. 

It  is  proper  to  remark  that  in  making  up  the 
annexed  statement,  care  has  been  taken  to  ostimate 
the  earnings,  for  thiose  months  for  which  the  state- 
ments have  not  been  accurately  ascertained, 
within  the  amounts  which  will  be  actually  received, 
and  to  make  ample  provision  for  the  expenses. 

The  excess  of  the  earningg  over  the  expenses 
and  interest,  as  shown  by  this  statement,  is  $356, 
714  03.  which  will  be  increased  to  about  four  hun- 
dred and  fifty  thousand  dollars  by  adding  the  cost 
charges  for  the  transportation  of  Iron,  Ties,  Stone, 
Lumber,  etc.  used  in  tl»e  construction  of  the  second 
track,  which  has  been  included  in  the  running  ex- 
|)ense8,  and  also  for  the  use  of  the  construction 
trains,  and  of  the  track  for  the  same  purpose. 

With  these  explanations  the  Executive  Commitee 
feel  warranted  in  recommending  that  a  dividend  of 
three  and  one-half  per  cent  on  the  capital  stock  of 
the  Company  be  made,  payable  on  the  1st  of  Oc- 
tober next.        Respectfully  yours,  &c. 
Homer  Ramsokll,      ~j 
Nelson  Robinsom,      (    Executive 
QouvER.NECR  MoRRis,  {  Committee. 
Wm.  J.  McAlpine,      J 
New- York  and  Erie  Railroad  Office,  yeir-York. 

Sept.  20,  1853. 
Statement — Of  the  Earnings  and  Expenses  of  the 

New- York  and  Erie  Railroad   Company  from 

January  1st  to  September  30th,  both  inclusive: 

The  earnings  from  January  Ist  to 

September  oOth  (those  for  Sep- 
tember being  estimated),  are $3,235,887  24 

The  interest  on  the  debt,  viz; — On 

S18,003,868  90  for  nine  months : 

$1,450,000  for  seven  months,  and 

on  S720,000  for  three  months, 

is $1,017,010  83 

The  Rent  of  the  Union 

Railroad  is $58,600  00 

The      Transportation 

Expenses  (those  for 

September      being 

estimated),  are....     1,803,662  38  2,879,173  21 


the  new  loan  will  not  be  wanted.  But  we  presume 
there  is  a  mistake  somewhere.  The  Erie  company 
never  did  make  two  statements  that  tallied,  and 
the  present  discrepancy  is  nothing  surprising. 

As  we  are  promised  an  elaborate  report  in  tb«- 
course  of  •  few  weeks,  any  criticism  upon  the 
above  statement  would  be  premature.  We  are 
glad  to  hear  that  we  are  to  have  a  report,  especial- 
ly afler  Mr.  Loder  assumed  that  those  made 
to  the  legislature  were  sufficiently  lucid  for  all 
practical  purposes.  A  report  from  Erie  would  be 
one  of  the  "curiosities  ofliteratvri..'  A  fnll  report 
would  be  as  voluminous  as  the  transactions  of  an 
"historical"  society,  and  as  interesting.  It  might 
however  disclose  matter,  which  would  reflect  no 
particular  credit  upon  certain  actions,  nor  make 
us  vain  of  the  deeds  of  our  "ancesturs."  But  we 
can  tell  better  what  we  shall  have,  when  we  get  it, 
if  we  ever  do. 


03 


Excess  of  Earnings  over  Expenses 

and  Interest $356,714 

Add  the  Cost  Charges  for  Transpor- 

tatim  of  the  Materials  for  second 

track,  and  the  use  of  Construction    ^ 

Trains  and  the  Track,  estimated 

at ,.  .......        100,000  00 


456,741  08 
Deduct  Dividend  proposed  to  be 
paid  October  Ist,  1868 860,000  00 

Surplus  after  payment  of  Expenses 
Interest  on  debt  and  dividend...     $106,714  03 
About  one  half  of  the  above  proposed  dividend 

was  earned  previous  to  the  1st  of  July. 

According  to  the  above  statement  the  capital 
accoimt  of  the  company  is  as  follows  : 

Stock $10,000;000 

Funded  debt 18,003,868 

Floating,  or  newly  contracted  funded 

debt 2,170,000 


Lafayette  aad  IKTalMiali  Railroad.  i 

The  work  of  preparation  on  the  Lafayette  & 
Warsaw  road  is  goine  on — The  subscription  books 
now  show  the  following  results : 

Keokuk, $150,000       , 

W^arsaw  &  Hancock  co 100,000 

Fulton  CO., 200,000 

Tazewell  co., 200,000 


Kingston  Coal  Company, . . 

McLean  co. 

Lafayette 


25,000 

100,000 

40,000 


$815,000       ' 

The  foreeoing  are  entirely  cash  subscriptions. 

The  following  addditions  are  confidently  expected ; 

Indiana $200,000 


McLean  co., 

Tazewell  co. 

Fulton  CO., 

Kington, 

McDonough  co.,. 

Hancock  co. 

Lee  CO., 


25,000 
60,000 
60,000 
26,000 
8O,0C>J 
26,000 
60,000 


Total $30,173,868 

In  March  last,  the  capital  account,  according  to 
Mr.  Loder's  letter  was  as  follows : 

Stock $9,612,968 

Funded  debt 18,003,868 

Floating  debt  and  present  liabilities . .     8,684i447 

'M^i-i^^'iti-y^.-,--:      — 

81,801,809 
▲mount  of  oapltal  account 80,178,868 


P«orMM ...il,127,»S8 


$466,000 
Mr.  Ford  has  just  completed  his  preliminary 
survey  from  Lafayette  to  Canton  and  is  now  enga- 
ged making  up  maps  estimates,  Slc.  From  Canton 
to  Warsaw  the  profiles  and  estimates  heretofore 
made  by  the  State  are  still  extant,  which  aflbrd 
sufficient  data  for  approximate  results. 

The  road  will  start  with  a  better  cash  subscription 
than  any  road  out  West,  commensurate  with  its 
commanding  position  on  the  map.  The  policy  of 
the  company  is  fully  to  etablish  a  sound  pecnniarr 
basis  and  secure  rights  of  way  before  contract*  for 
construction  are  proposed.  The  work  will  com- 
mand the  attention  of  the  most  able  contractors. 
No  line  in  Illinois  has  so  much  local  agricultural 
wealth,  and  there  is  do  terminus  on  the  Mississippi 
above  St.  Louis  equal  to  the  month  of  the  Des 
Moines. — Lafayette  Courier. 

CUmtom  Air  llao  Rallr«od. 

The  work  on  this  road  is  rapidly  progressing. 
Already  the  western  section  between  Hudson  and 
the  State  line  has  been  located,  and  a  large  portion 
let  to  contractors,  who  have  commenced  work  in 
several  places  with  an  energy  which  i)romises  its 
speedy  completion.  The  inhabitans  along  the  line 
manifest  a  sprit  hardly  equalled  in  any  section  of 
the  State.  Anticipating  the  advantages  arising 
from  this  improvement,  the  citizens  came  forward 
and  gave  the  right  of  way,  nearly  or  quite  the 
whole  distance.  , 

This  road,  when  completed,  will  open  up  a 
country  as  rich  in  agricultural  resources  as  any  in 
the  West,  and  make  a  valuable  addition  to  our  al- 
ready large  amount  of  internal  improvements. 

Much  credit  is  due  to  the  citizens  of  Parkman , 
Q«aafa  ooonty,  for  the  Active  measwee  takea  bj 

-:  -  ■-    ■  -    "'  ■■         -I 
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th*im  ia  securing  the  gill  of  th^t  right  of  way  to  the 
Cimpany.  Thia  is  done  by  the  citizens  of  each 
tfllwnship  signing  «  bond  to  be  taxed  according  to 
their  property,  lor  the  payment  of  tiie  landholders. 
-lOr.   True  Dem. 


■aasenf^er  ReffnlittioiiM  ou  (he  Michigan 
C«utral  K»ilroR<la 

Having  lately  passed  over  this  road  through  the  . 
p<>litene8s  of  Mr,  Brooks,  its  principal  manager,  we 
AVjish  to  express  the  results  of  our  observations  of! 
its  passenger  arrangements,  believing  thera  wor-  ( 
tl^y  the  attention  of  other  companies. 

The   night  cars  recently  provided  arc  of  supe- ; 
ribr  construction,   and   unsurpassed   accommoda- 
tipns.  They  carry   76  passengiTs  each,  and  have , 
eisy  head  rests,  arm  rests,  aiid  foot  boards.     Tht-  ^ 
length  of  the  frames  of  the  seat  backs  is  three  feet ! 
four  inches.     There  are  twelve  wheels  under  each 
cfr,  combined  in  two  trucks  of  six   wheils  each,  ^ 
apurding  additional  security  asninsl  the  failure  of  | 
a;  wheel  or  axle,  and  with  the  means  of  protection  j 
also  in  case  of  failure.  The  length  of  the  cars,  and 
the  extra  number  of  wheels  give.s   them  an  easier  , 
niotioD.   The  cars  have  windows  much  larger  than 
usual,  and  are  well  ventilated.     In  the  saloon  cars 
there  are  water  closets  for  gentlemen  as  well  as 
ladies. 

i  The  following  notice  containing  some  very  good 
regulations  is  posted  between  the  windows,  throu^^'h- ' 
oiut  the  cars :  .         I 

j  NOTICE.  ; 

Before  taking  scats  in  the  car  passengers  should 
stee  that  their  baggage  is  placed  in  the  baggage 
dar,  naming  the  station  to  which  they  are  going, 
and  on  leaving  the  train  should  call  at  the  baggage 
dar  at  once  for  it. 

I  Gentlemen  are  requested  not  to  place  their  feet 
lipon  the  cushions,  or  otherwise  deface  the  oars. 

Gentlemen  are  not  allowed  in  the  ladiea  sa- 
loon. 

In  the  saloon  cars,  ladies,  and  gentlemen  with 
1  adies,  are  entitled  to  a  preference  for  seats. 

No  smoking  allowed  on  the  trains  or  in  the  sta- 
t  ion  houses. 

A.11  trains  will  stop  at  Marshall,  about  half  an 
boar,  where  tables  will  be  in  readiness  for  the  re- 
1  ireshmeut  of  passengers. 

Passengers  are  requested  tp  give  notice  in  writ- 
ng  to  the  superintendent  at  Detroit,  of  any  want 
>f  courtesy  on  the  part  of  any  of  the  employees  of 
;he  company. 

C.iUTIOV. 

Passengers  must  not  stand  upon  the  platforms  ■ 
3f  the  cars,  or  get  on  or  oft'the  trains  whil^  in  mo- 
jtion. 


To  Railroad  Companies. 

COLLINS'  PATENT 
VJENTIL.ATORS, 

FOR 

Ventilating  all  kinds  of 

Public  and  Private  Biildi.st.h 

Railroail  Cars,  Depots,  etc. 

THE  SiibHcrihors  would  invito  the  at- 
ttHitkxi  of  thf  public  to  th<!  above 
crlc'liraltHl  Patent  Ventilator.  Thb*  Ven- 
tilator is  the  best  oue  now  known  o(  lUr 
eiviiiif  a  pure  air  in  r<H)iii.-.  ami  ejecting  all  (tml  air.  It  has  Ix-en 
ailopt«l  by  all  iIm'  pritieipal  Kililriwil  fompanios  and  t'iir  *'uc 
toritM,  aiii)  ix  extvusively  iise<l  for  private  ilweiluigs,  aiHl  for  iIk' 
curi-  of  smoky  Cbinuie>-8  eaiuiot  tie  excelled.  ManutUotnreU  ami 
for  mIp  I IV 

BAKER  &  WILLIAMS, 
No.  HW,  Market  St.,  Girard  Row. 
So!/  Agents  for  Pennsylrrtno.. 

CEiniFICATKS. 
Engincr  ntnnrtrn'pt  P.R.R.,  Altuima,  t>h.  S,  18.i3. 
This  y  to  certify  that  .Me--rH.  Bakir  ic  AVilliams.  uf  406 
Market  »t.,  Phiteilelpliia,  li«ve  niniUilicd  a  large  nunilxsr  of  Col- 
lin!*' PulaiCtialvaiiiyxnl  Iron  Venlilatiirs  for  the  P.  R.R  Co.,  and 
tluit  tliey  have  given  every  sati>faetion,  acting  Ailly  a"  r<|>rij«i'nt- 
eit.  I  comider  ttiein  km  a  iM-cefiKary  appendage  to  an  Eu^^ne 
Iliiiiae.  We  have  tluiii  in  use  thirteen  iix:l)e»,  ami  two  foet  diiiui- 
eter,  acting  e<|milly  well.  J-^n  vnoII  satl.-ilieil  am  I  of  their  nseflil- 
tK'i>!>,  that  the  Engin<!  Hiiii«"<  we  are  about  building  will  tx'  su|)- 
I>lic<l  with  them  at  every  point  where  a  ilrafl  is  ne*:essary  to  fn-e 
the  biiildin«;or8inoke.  i^TUXCKIiAND  KNEAS8. 

Prijicipal  Aatistant  Engineer  P.R.R.  Co. 

Engiiifn  Dejxirt.  P.  R.R.  Co.,  Pittsburgh,  May  12. 1863. 
MeeKrx.  Baker  &  Williams, 

Dear  Sirs  — The  23  Colliim'  Patent  Ventilators f\imiHhp»l  by  yo»i 
for  tlK!  Engine  House  at  this  pUioe,  have  been  in  wv.  several 
inonthK  and  their  moritx  have  l>een  ftilly  lemted  and  ha\-e  given 
most  perfect  i<atuitactiiM  ;  being  cfumtructtrd  on  tnie  principle^" 
of  Ventilation,  and  the  workiiian-^hip  is  of  a  substantial  iuitl  i<u|>e- 
rior  character.     Yours  tnily,  tif.TVKR  W.   B.VRNE?, 

3rn40  Principal  Astiilatit  Etiginccr  P.  R.R.  (jn. 

Tbe  Grand  Trunin   Railway 
Company  of  Canada. 

ELECTRIC  TELEGRAPH. 

THE  Directors  are  prei)ared  to  receive  Tenders 
for  the  erection  of  an  Electric  Telegraph  along 
the  entire  length  of  the  Company's  Line  from  Port- 
land to  8amia,  and  from  Riehmond  to  Quebec  and 
Trois  Pistoles.  This  Telegraph  is  for  the  purposes 
of  the  company  exclusively,  and  is  to  be  erected 
in  Sections  as  required. 

Sealed  Tenders,  marked  on  the  outside  "Tend- 
ers for  Telegraph,"  can  be  addressed  to  the  under- 
signed until  Wednesday  the  oth  of  October  next. 
Each  lender  to  specify  the  price  per  mile,  at 
which  the  POSTS  aud  ONE  WIRE  will  be  supplied 
and  erected,  and  the  price  per  INSTRUMENT,  at 
which  they  will  be  supplied. 

The  Directors  do  not  bind  themselves  to  accept 
the  lowest  Tender. 

By  order,  C.  P.  RONEY, 

Managing  Director. 
Montreal,  14th  Sept..  1853. 


I  Railroad  Fined. 

At  the  February  term  of  the  Court  of  Common 
Pleas  for  Belknap  county,  N.  H.,  the  Boston,  Con- 
cord and  Montreal  Railroad  was  indicted  for  cau- 
sing the  death  of  Owen  M.  Roberts,  of  Holdemesa, 
at  the  coUission  at  the  Weirs  last  October.  The 
case  came  up  at  the  recent  term  of  the  Court,  and 
there  being  no  appareance  on  the  part  of  the  road, 
the  Judges  decided  to  enter  a  default,  and  a  fine 
of  S180(>  and  costs  was  imposed.  The  case  is  to  } 
the  Superior  Court,  however,  on  a  writ  of  error.      I 


Railroad  Spike§. 

THE  Subscribers  are  nmniifacturing  Railroad  Spike»  with 
SwtTT"*  Patent  Improrrd  Mac/iines ;  and  are  prepared 
to  execute  ordera  for  any  quantity,  on  the  n>o«t  favorable  terms. 
Thcae  Spikes  arc  made  of  the  6e*(  quality  ol' iron,  and,  for  shape 
aiid  flnlah,  are  fupen'or  to  any  other*.  Railroad  companies  and 
others  in  want,  are  respectfully  aoliolted  to  order  a  sample  bA- 
fore  purcbashig  elsewhere.  All  orders  will  receive  prompt  at- 
tmtion.  SWETT,  ELLIOT  it  CO. 

Ptttsborgb,  Pa.,  August  96,  18AS 


Notice  to  Contractors. 

THE  UNDERSIGNED  will  receive  proposals,  at 
the  railroad  office  in  Indianapolis,  to  construct 
the  Eran8ville,Indianapolis,and  Cleveland  Straight 
Line  Railroad  from  Evansville  to  Indianapolis. 
The  proposals  will  be  for  the  whole  line,  160  miles, 
more  or  less,  or  for  either  of  the  three  sections  of 
about  60  mileseach.  First  from  Evansville  to  the 
crossings  of  the  Ohio,  and  Mississippi  railroad  in 
Davise's  Co., ;  second,  from  that  point  to  Spen- 
cer, Owen  county ;  Third,  From  that  point  to  In- 
dianapolis. The  bid  will  be  for  the  whole  work  the 
comoany  findingthe  iron, chairs,  andspikes^,  up  to 
the  rolling  machinery,  or  for  the  earth  ana  rock- 
work  alone.  The  proposal  will  state  what  part  of 
the  pay  will  be  received  in  real  estate,  bonds,  and 
stock  of  the  company. 

0.  H.  SMITH,  President. 
WiLLARD  Carpknter,   Vtcc  President. 
Augt.  13,  1863. 


Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  manufccture  (br  Railroad 
Compauiea,  Passenger^attgage,  Cattle,  Freight,  Gravel  und 
Haod  Cars,  also  Baggage  Barrowa  and  Freight  Trucks. 

F.  BUNUE&FO&I)  *  00. 
JITaytviZb,  JTy.,  S»pt.  90,  ItM.  -     ■     ■ 


Railroad  Mortgage   City  and 
Counfy  Bonds. 

WE  offer  for  SALE,  at  fair  rates,  the  following 
SECURITIES  of  the  rao.Ht  undoubted  ohar- 
acter,  viz : 

S200,000  MARIETTA  &  CINCINNATI  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  ledeemable  January  1, 
lb68. 

8200,000  COVINGTON  &  LEXINGTON  RAIL- 
RO.\D  .MORTGAGE  SEVEN  PER  CENT  CON- 
VERTIBLE  BONDS,  redeemable  March  1,  1883. 

S26,000  COVINGTON  &  LEXINGTON  RAIL- 
ROAD CONVERTIBLE  SIX  PER  CENTS,  guar- 
anteed by  the  city  of  Covington,  redeemable  Sept 
1  1878 
'S60,obo  MADISON  &  INDIANAPOLIS  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  May  1, 
1869. 

3100,000  PERU  &  INDIANAPOLIS  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  July  1, 
1864. 

S50,000  SCIOTO  AND  HOCKING  VALLEY 
RAILROAD  SEVEN  PER  CENT.  MORTGAGE 
CONVERTIBLE  BONDS,  redeemable  November 
I,  1801. 

iS60,000  OHIO  &  PENNSYLVANIA  RAIL- 
ROAD INCOME  CONVERTIBLE  SEVEN  PER 
CENT.  BONDS,  ndeeruable  Oct.  1,  1872. 

S60,000  CLEVELAND,  P.\INESV1LLE  AND 
ASHTABULA  RAILROAD  SECOND  MORT- 
GAGE SEVEN  PER  CEFT  BONDS,  redeemable 
in  187a. 

S25,000  BELLEFONTAINE  AND  INDIANA 
RAILROAD  1st  Mortgage  7  percent  Convertible 
Bonds,  redeemable  Jaimarv,  1866. 

!ft26,000  INDIANAPOLIS  AND  BELLEFON- 
TAINE 7  per  cent  Convertible  Mortgage  Bonds. 

$25,000  DAYTON  AND  MICHIGAN  1st  Mort- 
gage 7  per  ctnt  Convertible  Bonds. 

$15,000  COLUMBUS  AND  SHELBYVILLE  7 
per  cent  1st  .Mortgage  Convertible  Bonds. 

S50,000  BONDS  OF  THE  COUNTY  OF  ALLE- 
GHENY, in  ilie  State  of  Pennsylvania,  bearing  6 
per  cent  inUn  st,  guaranteed  by  the  Allegheny  Val- 
ley Railroad  Company — the  taxables  of  thiscoun- 
tv  is  S60,U(>0,(XM). 

"  8*^,000  BONDS  OF  THE  COUNTY  OF  WASH- 
INGTON, in  the  State  of  Pennsylvania,  bearing  6 
per  cent  interest,  guaranteed  by  the  Hempfleld 
Railroad  Company — the  value  of  taxables  is  S18,- 
000  000 

$25,000  BONDS  OF  OHIO  COUNTY  IN  THE 
STATE  OF  VIRGINIA,  (Wheeling  is  the  county 
seat)  guaranteed  by  the  Hempiield  Railroad  Co. 
Value  of  taxables  $16,000,000. 

$50,000  WASHINGTON  COUNTY  (Ohio)  SEV- 
EN PER  CENT  BONDS,  redeemable  July  1, 1872. 

$50,000  ATHENS  COUNTY,  (Ohio)  SEVEN 
PER  CENT  BONDS  redeemable  July  1,  1872. 

These  two  last  are  guaranteed  by  the  Marietta 
and  Cincinnati  Railroad  Company,  and  made  con- 
vertible into  slock  at  the  holder's  option. 

$80,000  CR.4WF0RDC0UNTY(0hio)  SIX  PER 
CENT  BONDS,  guaranteed  by  the  Ohio  and  Indi- 
ana Railroad  Company,  aud  made  convertible  into 
its  stock — redeemable  January  1,  1868. 

$40,000  FAYFTTE  COUNTY  (Kentucky),  SIX 
PER  CENT  BONDS,  guaranteed  by  the  Maysville 
and  Lexington  Railroad  Company — redeemable 
Sept.  10,  1862. 

$60,000  BOURBON  COUNTY  (Kentucky)  SIX 
PER  CENT  BONDS,  guaranteed  by  the  same,  re- 
deemable July  1,  1882. 

$26,000  BOYLE  COUNTY.  (Kentucky),  SIX 
PER  CENT  BONDS,  guaranteed  by  the  Lexington 
and  Danville  Railroad  Company,  redeemable  July 
1, 1882. 

$40,000  MASON  COUNTY,  (Kentucky),  SIX 
PER  CENTS,  guarantsed  by  the  Lexington  and 
Maysville  Railroad  Company,  convertible  Into 
Stock,  redeemable  Jolv  1,  1882. 

$100,000  BONDS  OF  THE  CITY  OF  PITTS- 
BUBGU,  in  the  State  of  PeonsylvAnia,  six  per 
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cents.guaranteed  bythe  Allegheny  Valley  BAilroadjJNf,   Yurk  aud   A 
taxable,  320,000,000. 


Haven  U.  U. 


Company — value  of 

ft5U,000  CINCINNATI  SIX  PER  CENT  BONDS 
Coupons  payable  Jan.  1  jind  July  1.  Priucipal  re- 
deemable Jan.  1,  1882. 

S25,000  CITY  OF  MARIETTA  (Ohio)  SEVEN 
PER  CENT  BONDS,  guaranteed  by  the  Marietta 
and  Cincinnati  Railroad  Company,  and  made  con- 
vertible into  its  Stock,  redeemable  July  1,  1872. 

ft26,000  CITY  OF  MADISON,  (Indiana,)  SIX 
PE  I  CENT.  BONDS,  guaianteed  by  the  Colum- 
bus and  Shelbyville  railroad  Company,  and  made 
convertible  iuto  its  Stock,  redeemable  November 
1.  1825. 

These  Bonds  are  for  the  sum  of  SI, 000  each, 
with  Coupons,  principal  and  interest,  redeemable 
in  New  York,  the  latter  iu  most  cases  Ist  July  and 
1st  January  in  each  year. 

The  payment  of  the  railroad  Bonds  in  each  case 
i.s  secured  by  a  Deed  of  Trust  to  some  responsible 
citizen  of  New  York,  with  power  of  sale  in  case  of 
default. 

The  County  and  City  Bonds  are  issued  by  virtue 
of  special  acts  of  the  Legislature  of  the  proper 
States,  and  by  authority  of  the  votes  of  the  citizens 
of  each. 

Tne  laws  under  which  these  Bonds  are  issued 
require  the  proper  authorities  to  make  a  special 
levy  of  Uixes,  to  be  set  apart  exclusively  to  pay  ac- 
cruing intei  (St,  and  to  create  a  sinking  fund  to  re> 
deem  the  principal  which  can  be  enforced  through 
the  coui  ts  of  law  if  necessary. 

The  debts  operate  in  the  nature  of  a  mortgage 
on  ail  the  real  and  personal  estate  within  the  two 
cities  or  counties  respectively. 

The  Constitution  recently  adopted  by  Ohio  and 
Indiana  prohibit  absolutely  the  creation  of  any  far- 
ther debt  by  counties  or  cities.  This  will  prevent 
any  farther  issue  of  such  Bonds. 

We  deem  these  securities  good,  safe  and  desirable 
investments.  We  recommend  them  to  our  corre- 
spondents. 

Printed  "Exhibits,"  giving  detailed  information 
in  each  case,  can  be  had  by  applying  at  our  office. 
WINSLOW,  LANIER  &.  Co.,  No.  52  Wall-st. 

New-York,  Sept.  19.  1853. 

Itailroad  Iron. 

Two  THOUSAND  TONS  Erie  Pattern,  68  Iba.  to  the  yard, 
already  Hbii>ped,  and  expected  here  soon— for  sale  by 
38tr  JOHN  H.  HICKS,  90  Beaver  8t 


Henry  I.  Ibbotson, 

mancpactorer  op 

FILES   ANi>   SAWS, 

Warranted  of  superior  quality. 
Office  and  Warehouse,  218  Pearl  at,  New  York. 


lilTHOGRAPinr. 

PUBLISHBRS,  Civil  Kr  fioeera,  MirhlrtHi.  i 
qiiintiK  Lithographs,  plain  or  ineolora,  « 
hi|;h  fluish  of  their  designs,  aloog  with  promptn 

DAVID  CHILLAS,' 
M  flonth  Srd  StrMt 
May  1st,  18S3. 


Tlie  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &c. 

Having  amplefacilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  to 
*iy  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  ^vith  Car  wheels  from  the  most  approved 
patt«'rns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cara,  Rail  Road  Bridges,  &c.  made  to  order  at 
short  notice. 

Orders  Respectftilly  Solicited. . 
Address,      '    '  HENRY  SIZER,  Agent, 

Cincinnati  Ohio, 

Office  596  Fifth  8tr«e(,  GiociDQaU^  »t  RaU  Boad 
Depot  Building. 


NOTICE  OF  SUMMER  ARRANGEMENTS, 
Commencing  Mondaif,  May  0, 1863. 


THAIHS  FBOM  KKW  TORK.         i  TBAMa  TO  V*W  lOKk. 

7  A.  M.— Acceiiimodutjoo  to6.30  A.M.— Special,  from  Port 

New  Havuu.  !  Ctteat^^r. 

8  A.  M.— Kzpress  for  Boston,  6.00  A.M.— Ooauiiulation  IVoni 

Mopping  at  Staai-|  New  Uaveu. 

ford    aud    Bndge-16.16  A.1L — Acconmiodation  fni 

porL  New  Uuvea 

9.10  A.M.— Special    for    Port  8.16  A.M.— AccouuiHxlatioo  bii 

Obester.  i  New  Haven. 

11.80  A.1I.— Accommodatiao  fbr  9.36  A.M.— Exprew  ftwa  Neu 

New  Haven.  |  Haven,  Stopping'  at 

3-00  P.M.— £zpniu    tor    New  Bridguport,      Nur- 

Uuvuu,  stopping  at^  walk  and  StamfurU. 

Stamford,  NorwaUii-07  P.M.— Boston       Eipresfc, 


aud  Bridgeport. 
4.00  P.M. — Auuonunudauoaft>r 

New  Haven. 
6.00  P.H— Expruu  for  Boetoo, 

sloppuig  at  N.  Ua- 

Tea 
6.86  P.M.— CoiumutatiouforN. 

Haveit 


6.80  P.M.— Special 
Chester. 


stopping  at  Bridge- 
port, Norwalk  auti 

4.00  P.JI.- Special,  from  Port 

Chaster. 
4.00  P.M. — Ac490iniuodation  fm 

New  Uaveu. 
8.30  P.M.— Beaton       Bipress, 


OEORGE 
Ifew  Haten,  May,  l»6a. 


for    Port  8topi)ing  at  Bridge- 

port, Norwalk  and 
Stamford. 
W.  WHISTLER,  Jr.,  SupL 


SIXTY  MILES  DISTANCE  SAVEDl— ONLV  'iUlKli-aiX 
AND  A  UALt'  UUCKS  TU  CHICAGO. 

MICHIGAN  aOUXHJiKN  UAIL&OAD  LINE,  carrjing  the 
Great  Western  V.  &  Through  Mail— yOK  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOt.UA,  and  ul, 
Portd  on  Lake  liUuUigaiL — Tliruugfa  from  DuoaKi  to  Moukm-  IN 
FOURTEEN  HOUK:S  WITHOUT  LANDING. 

The  fouowuig  lua^iuticeiit  aud  UDetiualled  st«tani<-rs  from  the 
line  tM:twwBi  Uulialu  aud  Monroe  : 

EMPIUfi  STATE.  J.  WiLSOM,  Commander,  leaves  Buffak) 
Moodayb  aixl  Thuritdayit. 

SOUTHERN  MICHIGAN,  A.  D.  Pcbki58,  Commander, 
leaves  Uui&lo  Tuesdays  aud  Fridays. 

NORTHERN  INDIANA,  I.  T.  Pbcatt,  Commander,  leaves 
Bulfiilo  Wednesdays  and  Saturdays. 

One  of  the  above  splendid  Bteamen  will  leave  the  Micliigaii 
Southern  fiailroad  Luie  Dock,  at  9  o'ekKk,  P.  M.  eveo'  day, 
(except  SuuJays)  and  run  direct  through  to  Monroe  without 
laudkg,  in  14  hours,  where  the  Lightning  Exprtss  Train  will  be 
iu  waiting  to  take  passengers  direct  to  Chicago  in  S  hours  ;  ar- 
riving next  eveniitg  after  leaving  Bu&Uo. 

THE  LAKE  SUCRE  RAILROAD. 
runs  in  coonectioii  with  this  luie,  forming  the  ouiy  continuoiu  line 
of  Railroad  to  Chicago  and  the  lUinois  River. 

Fur  Through  Tivket^i,  by  New-York  and  Erie  and  BuOalo  and 
New-York  City  Railroad  via  Bulialo,  or  by  the  Peoples  Line  ot 
Steamboats,  Huikou  River  Railroad  via  Albany  aud  Buflalo,  ap- 
ply to 

JOHN  P.  PORTER,Agent, 
No.  193  Broadway,  comer  Dey-st,  N.  T. 

Neyv  York  and  Erie  U.  R. 

PASSENGER  T&AIKS 

leave  Pier  foot  of  Duao*  street, 

an  follows,  ri« : — 

DAT  KxPRKSS,  at  e  a.  m.  for  BuJIUo  direct,  over  the  N.  Y. 
and  E.  R.  R.,  and  the  BuSalo  and  N.  York  City  R.  R.,  without 
change  of  baggage  or  cars  ;  and  atoo  for  Dunkirk. 

Mail,  at  8  a.m.  for  Dunkirk  and  BuUiilo,  aud  all  intermediate 
stations.  Passengers  by  this  train  will  reiuain  over  night  at  any 
station  between  Susquehanna  aud  Coming,  aixl  proce^  the  next 
morning.  y 

AccoMMODATiOB,  at  12X  lun.  for  Detawsre  and  all  interme- 
diate stations. 

Wat,  at  3X  p.in.  (br  Delaware  and  all  intermediate  stations. 

NiOHT  SXPRKSS,  at  6  p.  m.  for  Dunkirk  and  Bodkla 

Emiobaat,  at  7  p.m.  fbr  Dunidrk  and  all  intemiediatestatiooa. 

On  Sundays  only  one  Exprees  Train— at  6  p.m. 

The  Expruw  Tnuus  coouect  at  Dunkirk  with  the  LAe  Shore 
Raih-oad  for  Cleveland,  Cincinnati,  Chicago,  etc.,  and  at  Butliilo 
with  first  class  spteodkl  steamers  for  Clevelaad,  Sandusky,  Tole- 
do, Detroit  and  OUcago. 

CHAS.  MINOT,  Suiyt 

BMAAD8'     LIQ^UID, 

FOR  DISSOLVINe  AND  PR£V|ENTING 
lNCRUSTAT10^'S  IK  STEAM  BOILERS, 

IS  acknowledged  by  aU  wbo  iMve  used  it,  to  be  the  best  pre- 
ventive ever  introduced  t«  tiw  notice  of  the  public.  It  is  not 
iqjurious  to  the  Boilers,  even  if  tsed  in  large  lijuantjlies,  and  is 
now  in  general  use  in  a  great  part  of  Europe,  on  Railroads  and 
Steamboat><,  and  for  Stationary  Boilers. 

By  the  use  of  this  liquid,  old  incnisted  boilers,  and  principally 
tubular  boilers,  which  fhMn  their  coBsitroction  are  in  general  very 
difficult  and  in  some  cases  impoeaible  to  be  cleaned,  may  be  fre- 
ed from  incrustation  iu  a  few  days,  and  by  the  coutiuued  use  of 
it  kept  entirely  free  from  any  lutnre  accumulation,  thereby  in- 
craaaing  the  fSHaratieo  of  steats,  reducing  the  coaranption  of 
fUel  and  iliitiiaiatiins  tlie  dani^er  ot'exploeious. 

The  proprietors  of  Brands'  Liijuid  are  so  c-ooldeot  of  the  mer- 
its of  this  inveoUon,  that  they  otter  one  barrel  graiia  to  parties 
wiUing  to  make  a  trial,  and  to  be  paid  for  only  In  case  of  suc- 

Dircetloni  (br  the  tne  of  Brmds^  LtquM,  wtth  teettmouiala,  to- 
gvtbar  with  Ail  partk:u]ar^  may  beobtoloed  fron  tlM  AgaDU, 
Mewra.  BOURRt  it  KOKDSR, 
Oenauklng  ard  Mechanical  Engiaeen, 
ii«.  10,  Vm.  an  Bro^lway,  V.  T. 


Railroad  Iron. 

OO  AQ  TcMUs  X  pattern,  waigbing  about  67  Ibc.  par  yard  . 
AG\J%J  of  Guest  dc  Go's  make  (GL).  aburtl}  expected  at 
Uiis  port,  lor  sai»  by       BOORMAN,  JOUNaTON  4;  CO., 
Sept.  1.  W  Broadway,  New  Yufk. 

Railroad  Iron. 

THE  Subscniiers  are  at  all  times  pret«red  to  eoter  into  oou 
iracu  for  Railroa.l  Irou,  ol  MeM>rs.  Gueot  *i  Co.,  or  otbM 
leading  maiiuliiCturcrK  make,  dcli\'ered  free  on  board  vessel*  in 
Knglaud  or  in  this  country. 

BOORMAN,  JOHNSTON  iL  CO., 
Sept  I.  90  Broadwav,  New  Vwrk. 


Stuart,  Serrell  K  Co.. 

CIVIL  ENGINEERS,  : 

Rooms  22,  24,  20  4:  27, 

167  Kruadway,  New  Toik. 
Cbaklis  b.  STiAar,  Epwaeu  W.  Scrrell, 

Danibl  Marsh,  Sauckl  MoEutor. 


Car 


India-Rub ber  Railroad 
»prinir»9  etc. 

THE  UNITED  STATES  CAIi  .-^PRINO  COMPANY,  hav- 
lug  completed  theu-  new  Factory,  are  manulitctunug  aud  fur- 
lushing  to  KaHroad  Companies,  aiiu  Car  Buildert,  R  LBBiiR 
HPUIA'OH  of  the  best  quality,  on  the  roost  Ikvorable  teniM. 

Also,  McMuUeiis  superior  WUiTt:  HOUE,  not  only  for 
Railroads,  but  aU  other  purpoiieK,  and  of  any  size  or  tluckneM 
required  OlMce  No.  k6  CUIJ  street. 

Aug.  10, 1853.        Sm                                             k^^  Yorit. 
_ 4 

Drawing. 

BLANDOWSKI,  Topographical  and  Orna- 
mental Draughtsman  and  Designer.  Maps 
accurately  drawu,  eulaiged  or  reduceu  Irom  notes 
or  copies.  Ornamental  designs  for  decoration8,fur- 
uiture,  fences  and  oruameuiai  foundry  work.  Ar- 
chitectural designs.  Drawings  from  nature  care- 
lully  prepared. 

Ro-KRENCEs.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  corner  of  Franklin  and 
Center  streets,  New  York.  Also  H.  V.  Poor,  Esq. 
Editor  Railroad  Journal,  and  Zerah  Colburn,  As- 
:sistant  do. 

Address,  care  of  Railroad  Journal,  9  Spruce 
street  New  York. 


B. 


SIMEON  DRAPER,  46  Pine  st. ,  offers  for  sale 
a  variety  of  Railroad  Bonds  and  Stocks  ;  also, 
citate,  City,  Town  and  Country  Bonds,  among 
which  are  : 

Sute  of  Pennsylvania  5  per  cent,  coupon  Bonds 
31,000  each,   coupons  payable  Feb.  1   and  Aug! 
1,  iu  Philadelphia,  mature  1877. 

State  of  Georgia  7  per  cent,  coopon  Bonds, 
3500  each,  coupons  payable  Jan.  1  and  July  1,  iu 
Savannah,  mature  1861. 

State  of  Wisconsin  12  per  cent,  coupon  Script, 
for  improvement  of  Fox  and  Wisconsin  Rivers,' 
whole  issue  S76,000,  coupon  payable  Jan.  1  in 
New  Y'ork,  mature  1862. 

State  of  New  York  6  per  cent.  Canal  Certifi- 
cates, interest  payable  in  New  York. 

City  of  Troy,  N.  Y.,  6  per  cent.  Bonds,  whole 
issue  3500,000,  Bonds  SI, 000  each,  coupons  pay- 
able Jan.  1  and  July  1,  in  New  York,  mator* 
1867  and  1872. 

City  of  Newburg  6  per  cent.  Bonds,  whole  issue 
S100,OOo  coupons  payable  March  1  and  Sept.  1,  in 
New  Y'ork,  mature  1873. 

City  of  Racine,  Wis.,  7  per  cent.  Bonds,  whole 
issue  $300,000  bonds.  $500  and  31,000  each, 
guaranteed  by  the  R.  J.  and  Mississippi  Railroad', 
and  convertible  into  its  stock,  coupons  payable 
Jan  1  and  July  1,  in  New  York  mature  1872' 

First  Mortgage  Convertible  7  per  cent.  Bonds  of 
the  Buffalo,  Corning  and  New  Y'ork  Railroad, 
whole  issue  $550,000,  coupons  payable  in  New- 
York,  April  1  and  Oct,  1,  mature   1867. 

First  Mortgage  Convertible  7  per  cent.  Bonds 
the  Western  Vermont  Railroad,  whole  issue  S400,- 

000.  cupons  payable  in  New  York  Jan  1  and  July 

1,  mature  1861-71. 

First  Mortgage  Convertible  7  per  cent.  Bonds 
of  the  Columbus,  Piqua  and  Indiana  Railroad, 
whole  issue  of  $6(X),000,  coupons  jtayable  in  New 
Y'ork  Jan.  land  July  1,  mature  1862. 

First  Mortage  Convertible  7  per  cent.  Bonds  of 
the  Mississippi  and  Rock  River  Junction,  whole 
issue  $400,000,  coupons pavale  in  New  York  Jan  1 
andJolfl,  1868. 


T^ 


H^   1^. 
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First  Mortgage  Convertible  8  per  cent.  Bonds  of 
the  Milwaukee  and  Mississippi  Railroad,  whole 
teae  S600,000,  coupons  payable  in  New  York  Jan. 
1  and  July  1,  1802. 

First  Mortgage  7  per  cent.  Bonds,  Corning  and 
Blossburg  Railroad,  whole  issue  Sl50,000,  coupons 
payable  in  New  ¥"6rk  May  1  and  Nov.  1.  mature 
1873. 

First  Mortgage  7  i>cr  cent.  Bonds,  Toledo,  Now- 
walk  and  Cleveland,  whole  issue  5f626,0OO  coupons 
payable  in  Xew  York  Feb.  1  and  Aug.  1,  mature 
1868. 

First  Mortgage  7  per  cent.  Bonds,  Mansfield  and 
Sandusky,  whole  issu«  S730,000,  coupons  payable 
in  Mew  York  Jau.l  and  July  1,  mature  18G0. 

First  Mortgage  7  per  cent.  Bonds  Vermont 
Valley,  whole  issue  33{<6,000,  coupous  payable  in 
New  York  April  1,  Oct.  1,  mature   1861. 

First  Mortgage  7  per  cent.  Bonds  Troy  and 
Bennington  Railroad  whole  issue  S100,000  coupons 
payable  in  Troy,  New  Y'ork  Jan.  1  and  July  1, 
mature  1862. 

First  Mortgage  7  per  cent.  Bonds  New  Jersey 
Central  Railroad,  whole  issue  Sl,500,000,  coupons 
payable  in  New  York  Feb.  1  and  Aug.  1.  mature 
186070. 

First  Mortgage  7  jHir  cent.  Boud.s,  Brunswick 
Canal  Co.,  whole  issue  S200,000,  cou|K)iis  payable 
ia  New  York  Jan.  1,  July  1.  mature  1857 

Also,  Second  Mortgage  Bonds  of  many  of  the 
above  Companies,  and  7  per  cent  Bonds,  Saratoga 
and  Washington  Railroad,  whole  issue  S34O,00O, 
coupons  payable  in  New  York,  mature  1862. 

7  per  cent  Bonds  Troy  and  Boston,  whole  issue 
S^)0,000  coupons  payable  in  New  York  April  1 
and  Oct.  1 ,  mature  1864. 

10  per  cent.  Bonds  Mansfield  and  Sandusky 
Bailroad  Co.,  whole  issue  $170,000,  coupons  pay- 
able in  New  York  April  1  and  Oct.  1,  mature  1855' 
67. 

7  per  cent.  Mortgage  Bonds  of  the  Atlantic 
Steamship  Co.,  whole  issue  3700,000,  coupons  pay- 
able in  New  York,  mature  1866. 

8  per  cent.  Convertible  Bonds  of  the  Michigan 
Central  Railroad  Co.,  whole  issue  $2,469,500, 
coupons  payable  in  New  York  Ai)ril  1  and  Oet.  1, 
mature   1860. 


TYRES. 


LOCOMOTIVE  AND  CAR  WHEEL  TYRES,  IVom  the  Manu- 
factor}"  of  the  colebrattHl  and  well  luiowu  Iron  Works  of  Um 
LOW  MOOR  CO.,  in  Eugland,  are  l\inusli«l  by  the  8ut)ticnber, 
Ageiit,  by  direct  iin|>ortatioua,  ready  WeUlcd,  Blocked,  and  Roll- 
ed (Vom  only  o:ia  bar  and  with  only  osb  wbld,  at  a  cwt  much 
beiow  that  of  any  other  stamp. 

Iniportations  through  the  last  year  of  nearly  3000  Single- welded 
Tyres,  which  are  now  found  running^  on  the  important  Railways, 
have  rendered  iheni  in  almost  excUL-.ive  u.-*,  and  their  pertbrmanc* 
of  over  20,000  miles  eacli,  have  elicited  the  hijfheat  recommenda- 
tions of  their  superiority. 
All  work  of  this  Company  is  warranted  to  give  satisflictioii. 
Sample  Tyres  may  be  seen  at  the  Crj-stal  Palace,  New  York, 
and  at  my  Warehouse,  9  Liberty  Square.  Boston. 

W.  BAILEY  LANG, 
24  Broadwat,  N.  Y. 

9  LiBKBTT  SQDARB,  BOSTON. 


Notice  to  Coiitraetors. 


PROPOSALS  for  the  Grading,  Masonry  and 
Bridging  of  portions  of  the  Qirard  and  Mo- 
bile railroad,  will  be  received  at  the  Railroad 
Journal  Odice,  New  York,  on  the  1st  of  October 

Plans,  Profiles  and  other  required  information 
will  be  furnished  at  that  time.  The  entire  length 
of  the  road  is  225  miles ;  commencing  at  Oirard, 
in  Russell  County,  on  the  west  bank  of  the  Chat- 
tahirchu  river,  opposite  Columbus,  Ga.,  and  run- 
nin"-  to  Mobile,  52  miles  south  of  Girard,  is  under 
contract,  23  miles  nearly  complete.  The  amount 
of  subscription  up  to  date  is  $2,766,000.  The  pro- 
bable cost  of  the  road  is  i$4,000,000. 

Tu<it  portion  of  the  line  between  Greenville  and 
Mobile  ril5  miles)  will  be  placed  under  contract 
Sscloniii'ie  MobUe  subscription  of  SI  ,000,600 
becomes  available. 

ROBT.  S.  HARDAWAY,  President. 

ABO.  8.  RUNEY,  Chief  Engineer. 

Oira,rd  Railroad  Ofire,  Qtk  July,  1868. 


,  aajrtkiaff  i4efft  an^lM  feet  wM  per- 


Ibet  Mietj  for  •wTf  kmftt  trtveL  TIm  akeve  cat 
rapreaeati  •  Wee^aa  Bri4ff«  with  •  rMf-  TIm  ama|»- 
>Bt  for  tlM  Itmi  Bri^e  ia  raeh  aa  to  aveid  all  the 


had  efleeta  of  ehaafee  ofTaaforatuo. 

cripdaa,  we  paafhloto ;  fi»r  nrthor  iafbraMtioa.  rea- 

Hating  awdoia,  nghta. 


Far  a  foil  dea- 

;  fiM  fwthar  iaft 

J^  I  apply,  hv  letter  or  other- 

UTaiTB,  ar  JoaBva  P.  Thatu,  Pr*' 


Notice  to  Contractors. 


ALLEGHANY  VALLEY  RAILROAD  LETTING. 

SEALED  PROPOSALS  will  be  received  at  the 
subsoribei-s  office,  in  Kittanning,  Armstrong 
county,  Pa.,  until  sunset  of  Tuesday,  Oct.  18,  for 
doing  the  Grading  and  Masonry  between  Kittan- 
ning and  the  moiitli  »>f  Mahoning,  10  miles,  and 
grading,  masonry  and  tuiitielliiig  on  all  the  heavy 
.jobs  between  the  mouth  of  Mahoning  and  Brook- 
ville,  35  miies.  This  division  embraces' all  the  tun- 
neling on  the  line. 

Proposals  will  also  be  received  for  the  delivery 
of  cross  ties  on  the  line  Itetween  Pittsburgh  and 
the  mouth  of  Mahoning,  55  miles.  The  cross  ties 
to  be  9  feet  long,  7  by  8  inches,  of  white  oak,  red 
beech,  chesnut  or  other  approved  lumber. 

Proposjils  may  be  left  at  the  office  of  the  sub- 
HCribers,  in  the  city  of  Pittsburgh,  Water  street, 
above  Market,  until  Monday,  the  17th  of  Octo- 
ber. 

The  work  on  the  line  will  be  ready  for  examin- 
ation on  and  after  Saturday,  Oct.  8,  at  which  time 
the  plans  and  specifications  may  be  seen  at  the  of- 
fice in  Kittanning.  For  further  information  appli- 
cation may  be  made  to  Franklin  Wright,  Principal 
Assistant  Engineer,  Kittanning;  to  W.  Milnor  Ro- 
berts, Chief  Engineer  ;  George  R.  Eichbaam,  A.s- 
sociate  Engineer,  Pittsburgh ;  Hon.  William  F 
Johnston,  president,  or  to  the  subscribecs, 

CHAMBERLAINS,  LEECH  &  Co. 

Notice  to  Contractors. 
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CLAYTON  .-VNDROME  RAIL- 
{  ROAD. 

THE  OGCENSBURGH,  CLAYTON    &,  ROME 
RAM.  Ro.vD  COMPANY    Will   receive  proposal 
latthcir  Oflice  in  the  Village   of  Rome,  uctil  the 
1 24th  day  «>C  October  next,  for  tlie  construction  of 
their  railroad  from  Rome  to   Ogdensburgh,  to   be 
completed  jis  Ibllows  : 

The  Road  between  Rome  and  Boouville  by  the 
Ist  day  of  August  next.  Between  Boonville  and 
Denmark  by  the  1st  day  of  October,  1854. 
Between  Denmark  and  Philadelphia  by  the  Isi 
day  of  May  1865.  Between  Philadelphia  and 
Ogdensburgh  by  the  1st  of  November,  1856. 

The  proposals  will  be  received  for  the  con- 
struction of  the  whole  Road,  including  Lumber 
Ties  and  all  other  materials,  with  or  without  the 
Rails,  in  one  contract,  or  in  short  sections,  at  the 
option  of  contractors,  or  offers  will  be  received 
for  furnishing  the  Lumber,  Ties,  and  other  ma- 
terials separately,  either  for  the  whole  Road  or  for 
sections. 

The  Maps,  Profiles  and  Plans  of  the  Road,  to- 
gether with  8i>ecificatious  of  the  work  and  materi- 
als will  be  ready  for  the  inspection  of  Contractor* 
at  the  office,  on  or  before  the  10th  day  of  October 
and  Engineers  will  then  be  ready  to  show  the  line 
of  the  Road  to  persons  desirous  to  contract. 
By  Order  of  the  Executive  Committee, 

HENRY   A.  FOSTER,  President. 
R.  8.  DoTY,  Secretarv.  .      .,-  -     ;— 

Sept.  12,  1863.        '  '  "    ■'''    ' 


Book  and  Job  Printing,  " 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectftilly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  ExiiHU 
Time-taUes,  Circulars,  TKektts,  if-c,  tft. 

J.  H.  SCUULTZ  A:  CO. 

Ntw  York  April  %  1868. 
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'  The  Meduinical  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerah 
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an  annual  statement  in  gross,  of  the  cost  and  in- 
come of  our  roads ;  but  in  most  cases,  no  sufficient 
details  are  given  to  cuable  the  public  to  judge  of 
the  nature  and  propriety  of  the  expenditures, 
whether  upon  wise  or  unwise  objects,  or  whether 
economically  or  lavishly  made,  or  what  remains  to 
be  done  to  effect  the  object  proposed.  The  conse- 
quence is  that  the  stocks  of  many  of  our  roads  are 
as  sensitive  to  every  breeze  that  blows  as  if  affect- 
ed with  the  nguc  ;  arc  buoyant  or  depressed  just 
aceordin^e^  to  the  whim  or  caprice  in  the  street.  In 
fair  rrcol fin  they  take  the  hue  of  the  prevailing  sun- 
shine ;  in  fnul,  of  the  gloom.  The  value  of  such 
stocks  is  a  matter  of  senfimtnt,  rather  than  con- 
viction based  upon  competent  evidence ,  for  the 
reason  that  nothing  certain  is  known  of  their  va- 
lue. There  is  no  well  grounded  opinion  iu  the  pre- 
mises. The  les»0BS  drawn  from  analogy  and  ex- 
perience cannot  be  applied,  for  the  want  of  the 
proper  data.  The  public  have  only  conjecture 
to  guide  them,  and  they  sutler  from  all  the  anxie- 
ties and  doubts  of  such  a  state. 

It  is  the  want  of  knowledge  of  their  affairs,  on 
the  part  of  the  public,  which  is  the  cause  of  the 
violent  fluctuations  so  often  witnessed  in  Railroad 
stocks.  Take  the  case  of  the  Erie  railroad  as  an 
illustration.  A  full  and  lucid  exhibit  of  its  affairs 
never  has  been  published.  The  public  really  know 
Railroad  Reports.  I  nothing  as  to  what  the  road  has  actually  cost,  nor  of 

"ShortreckoningsmakeloDgfriends,"isanuni-  its  value,  (measuring  value  by  the  only  correct 
versally  approved  maxim.  They  are  like  taking  test,  the  amount  of  money  that  has  been  economi 
one's  latitude  and  loilgtitude  often,  when  at  sea,  cally  expended  in  construction,)  nor  of  the  condi 
or  on  an  untried  journey  ;  or  an  "account  of  stock  tion  of  the  road  audits  equipment;  nor  what  is 
in  trade."  By  making  up  our  reckoning  every  still  wanting  to  complete,  both.  We  have  the  cost 
night  we  cannot  go  far  out  of  the  way,  not  so  far,  of  the  road  estimated  at  different  times  at  eleven, 
but  a  few  steps  will  bring  us  back  to  the  right  path  |  fourteen,  seventeen,  twenty,  twenty-four,  twenty 
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again.  So  with  railroad  companies.  The  often- 
er  they  make  a  rest  in  their  affairs,  to  see  how 
they  stand,  and  how  agrees  what  they  have  done, 
with  what  they  proposed  to  do,  that  from  the  mis- 
takes of  the  past  they  may  learn  how  to  avoid  re- 
peating them,  the  safer  will  they  go,  and  the 
stronger  will  they  grow  in  the  public  confidence 
and  support.  It  is  a  great  misfortune,  however, 
that  a  policy  so  useful  in  its  results,  and  so  simple 
and  easy  to  practice,  should  be  so  universally  ne- 
glected. How  little  is  known  of  the  real  condition 
of  the  affairs  of  our  railroads  and  the  manner  in 
which  they  are  managed.  The  public  get,  perhaps, 


seven  and  thirty-one  millions  of  dollars.  Each  of 
these  estimates  was  as  well  calculated  to  command 
the  confidence  of  the  public  as  the  succeeding  one, 
and  we  now  know  that  th  last  even  is  erroneous. 
Now  we  cannot  help  thinking  that  had  the  compa- 
ny previous  to  each  estimate,  prepared  a  well-con- 
sidered and  elaborate  report  of  the  condition  of  thtir 
affairs,  and  the  means  applicable  to  construction, 
they  would,  to  a  great  extent,  have  avoided  the 
mistakes  that  have  been  committed.  They  would 
not  have  published  such  a  statement  without  care- 


thus  committed  themselves,  they  would  neccs8ari> 
ly  assume  an  implied  obligation  to  make  their  es- 
timates good.     In  this  way   the  directors  woald 
have  put  their  own  personal  reputations   into  the 
enterprise.      Failure  under    such    circumstance* 
would  convict  them  to  a  certain  extent,  of  a  lack 
of  judgment  in  forming  their  plans,  or  competency 
iu  carrying  them  out.    After  having  publicly  com- 
mitted   themselves    by  their  dfclarations,  they 
would  naturally  strain  every  nerve  to. make  them 
good.  When,  on  the  other  hand  directors  of  roads 
are  silent  both  as  to  their  plans  and  their  mode  of 
executing  them,   th^  have  no  pledges  before  the 
public  to  be  fulfilled,  ^th  the  penalty  of  loss  of 
character  and  position  in  case  of  failure,  they  be- 
come comparatively  indifferent  of  the  result,  be- 
cause they  are  not  dependent  on  its  consequences. 
The  enterprise  is  left  to  take  care  of  itself,  or   to 
the  care  of  those  who  will  only  use  itfor  their  own 
advantage.     The  public  taking  it  for  granted,  that 
from  the  respectability  of  the  names  of  the  direct- 
ors the  enterprise  is  properly  conducted,  give   no 
thought  or  concern  to  the  matter,  and  things  go 
on  in  the  manner  y^  have  described,  till  the  blun- 
ders and  mistakes  that  have  been  comm  itted  can 
be  no  longer  concealed,  and  an  explosion  perhaps, 
is  the  first  warning  of  danger.     It  is  the  want  of 
knowledge  of  the  real  state  of  the  affairs  of  a  rail- 
road on  the  ]iart  of  the  public  that  the  stocks  and 
securities  ol  many  of  our  railroads  are  so  sensitive 
and  fluctuate  so  violently  without  any  real  change 
IB  their  condition. 

Now  without  any  intention  of  censuring  the  man- 
agement of  Erie  in  this  article,  we  have  in  the  a- 
bove  one  cause  of  the  great  unsteadiness  of  this 
stock.  No  means  have  been  taken  to  place  the 
public  in  possession  of  such  data,  as  is  necessary 
to  the  formation  of  a  correct  opinion.  The  con- 
viction ol  the  public,  of  its  value,  is  not  sufSciently 
well  grounded  as  to  resist  the  effect  of  a  tight  mo- 
ney market,  at  home,  and  unfavorable  news  from 
abroad.  The  value  placed  upon  it  is  measured  by 
the  feeling,  rather  than  by  the  conviction,  of  the 
public. 

But  the  Erie  is  not  the  only  illustration  of  the 
necessity  of  a  better  system  of  railroad  reports. 
Take  the  case  of  the  Panama  railroad.     Here  is  a 


fully  preparing  it,  for  the  purpose  of  having  it  re-  Istock  which  dropped  recently  fiom  145  to  88.     In 
fleet  excuily  the  facts  ofth*  case.      Their  having  I  the  meantime  the  real  merits  of  the  scheme  aro 
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UiichAii§(.d.  if  ihu  aluck  waa  worlti  li6  ia  Jaiiu 
ary  la-sl,  it  ought  to  be  worth  that  uotv.  What  ii- 
tbe  cauiiti  ol'  the  decliue  1  The  entire  ignoranc' 
that  prt'Vai's  as  to  its  value.  We  are  uot  awan 
that  the  directors  of  this  concern  ever  made  an  in 
telligible  statement,  sliowing  the  exact  conditio) 
j  of  their  alhHrs  or  >Nluit  rtmaiDs  to  be  done  to  fi 
{  uiith  tlieir  road.  All  we  know  is  that  every  statc- 
I  merit  as  to  the  time  the  different  portions  of  tht 
1  whole  line  were  to  bo  completed,  li;i!<  proved  utter- 
ly/aZ/a«V)ws.  The  company  now  give  notice  thai 
I  they  are  senditi^  all  over  the  world  to  collect  la- 
borers for  u  work  which  it  was  announced  was  to 
have  been  completed  two  years  since.  In  tb» 
mean  time,  no  attemptis  made  to  show  the  nature 
of  the  diflicnlties  that  hare  been  encountered,  not 
the  prfcbeut  conflitJon  of  the  work,  nor  the  proba 
ble  amount  of  labor  yet  to  be  performed.  The 
l»ublic,  kept  in  a  state  of  couipleti;  suipeuse,  anti- 
cipate a  etate  of  things,  much  woi»e  perhaps,  than 
really  exists.  A  ()aiiic  seizes  the  stock,  which 
unsupported  by  any  knowledge  of  the  state  of  af 
fairs,  or  well  grounded  conviction  on  the  part  of 
the  public  of  its  actual  v;tlue,  drops  to  a  low  fig- 
ure, all  because  the  company  have  either  failed  to 
keep  the  public  pro[)erly  posted  up,  or  becaust 
they  have  committed  mistakes  which  would  have 
been  avoided  had  they  made  it  a  habit  of  fre- 
quently presenting  to  the  pu°i>]ic  full  and  lucid 
Btateiiientsofthe  condition  of  their  affairs. 

The  Hudson  River  road  has  suffered  we  hav«' 
no  doubt  from  the  want  of  proper  reports.  No  ou« 
has  ever  been  puV>lished  at  all  worthy  of  this  work, 
j  which  under  good  management  is  to  become  prob- 
j  ably  the  great  road  of  the  country.  It  occupies 
ithe  niuMt  important  route  of  travel  and  commerce 
I  in  the  United  Stat). s,  the  former  of  which  it  bids 
;  fair  to  monopolize.  Nothing  could  be  more  inter- 
;estingand  instructive  than  a  full  insight  into  the 
i  working  economy  of  such  a  road.  The  public,  who 
jarc  interested  in  its  securities,  would  like  to  know 
I  why  the  estimates  have  been  so  much  exceeded 
I  and  what  are  the  probabilities  of  ita  yielding  an 
•  income  upon  its  vast  cost.  All  these  things,  thus 
;  far  have  been  a  sealed  book.  From  such  neglects 
j  the  property  holders  in  theroai  have  been  the 
i  chief  sufferers.  We  hope  under  the  present  api-a- 
irently  permanent  organization  all  these  mistakes 
jin  the  past  history  of  the  road  will  be  corrected. 

We  make  the  above  remarks  not  by  way  of  cen- 
isure  of  an}'  of  the  compaiiies  named,  but  for  the 
jparpose  of  showing  the  injurious  conse<]uences  ar- 
iising  from  the  neglect  of  making  a  proper  exhibit 
jof  their  affairs.  Such  exhibits  are  th'-  only  protec- 
tion aj^ainst  misconduct  and  niisnuu.iigeraent  on 
ithe  part  of  the  employees  of  comi)anies.  They 
iare  particularly  neces-sary  in  this  country,  where, 
!if  we  do  uot  <et  voluntary  statements,  we  gvt  none 
;at  all ;  or  none  that  throw  any  sufficient  light  uj)- 
jon  the  management  and  construction  of  our  road.s. 
i Legislative  reports  merely  give /eswWs.  What  we 
Iwant  are  the  processes  by  which  they  were  reaeh- 
jed.  These  must  be  given  voluntarily,  and  with  a 
desire  to  rommnnicale  information  instead  of  svp- 
pressing  it. 

There  are,  we  are  happy  to  say,  a  few  exccp- 
jtions  to  the  general  rule.  The  Baltimore  and  Ohio 
company  have  fVom  the  commencement  of  their 
jroad,  in  1828,  published  annually  full  and  detailed 
statemtntB  of  their  affairs,  from  which  a  minute 
i»ad  circumstantial  history  of  the  progress  of  the 


road  could  be  made  up  to  ine  present  tiiue.  Tiie 
result  has  been  that  thi.s  r«ad  which  is  by  far  tii« 
<aost  difficult  and  expensive  work  of  the  kind  evei 
attempted  in  the  United  States,  has  been  construct 
ed  at  a  remarkably  cheap  rate,  and  much  belo\\ 
the  average  of  roads,  taking  into  consideration 
the  difficulties  encountered.  Had  this  company 
imitated  the  example  of  the  Erie  iuthe  above  par 
ticnlars,  they  would  inevitably  have  broken  down. 
It  was  not  a  project  that  could  have  survived  any 
considerable  amount  of  bad  management.  Th< 
PeuBsylvauia  company  have  also  commenced  witi 
imbllshing  very  excellent  slat>  ments  of  their  af 
lairs,  and  they  are  building  their  load  with  great 
economy  over  a  much  more  difficult  route  than 
that  occupied  by  the  Erie  road,  and  at  much  less 
cost.  The  Georgia  roads  give  us  good  reports,  and 
they  have  been  models  of  good  managi-ment.  Ii 
fact  we  And  the  rule  universal,  that  where  lucid 
and  detailed  statemeiits  of  the  condition  of  a  com- 
pany's aflairs  are  published  as  often  as  at  lenst 
once  a  year,  we  find  them  associated  with  g<>o<l 
management.  The  neglect  to  make  them  may  b( 
considered  as  indicatins:  with  almost  equal  cer- 
tainty either  that  bad  management  has  been  the 
cause,  or  will  be  the  resuU  of  such  neglect. 

The  Bcinr  ProccM  of  aiaiiuracturlug  Iron. 

The  "ore-welding  furnace,"  invented  by  Mr. 
James  Renton,  of  Newark,  New  Jerst-y,  has  beei 
successfully  tested  in  Cmciunati,  by  William  C. 
D.tvis  &  Co.;  the  result  showing  the  production  oi 
biir  iron  directly  from  the  ore,  without  the  neces- 
sity of  the  pig  metal  process.  This  improvemeni 
is  to  be  adopted  by  the  Forest  City  Iron  Works  o( 
Clt'vci'iiul,  now  oojnnici.cinf;  operations,  and  nego- 
tiations are  pending  fur  il.^  application  on  a  largf 
scale  in  new  works  at  Detroit.  The  results  at- 
tained at  an  exi>erimental  trial  made  at  Cincin- 
nati on  the  15th  of  September  were  as  follows: 

Two  thousand  four  hundred  and  thirty  six  lbs. 
of  ore  was  ]ilaced  iu  the  furnace,  and  in  six  hours 
time  one  thousand  two  hundred  and  forty-nine 
pounds  of  bar  iron  was  produced  with  1800  lbs.  of 
bituminous  coal,  which  was  the  only  fuel  used. 

On  the  17th  of  September  also,  upon  another 
trial,  Mr.  Renton's  furnace  made  in  nine  hours  and 
twenty  minute,  2,470  lbs.  of  blooms  out  of  6,860 
lbs  of  ore,  chiefly  of  the  Ohio  and  Virginia  Lime- 
stone ores,  1,566  lbs.  of  which  however,  was  the 
Lake  Superior  ore,  mixed  with  a  portion  of  the 
Ohio  and  Virginia,  which  yielded  well  and  worked 
very  fast,  turning  out  about  four  hundred  pounds 
per  hour,  and  which  made  very  tough  iron. 

A  piece  of  an  inch  round  bar,  made  at  the  first 
trial,  was  bent  over  cold  under  a  65001b,  hammer 
and  so  flattened  down  that  the  two  inside  edges 
came  com|>letely  together  all  the  way,  without 
showing  the  least  crack  or  break  on  the  end.  Thi.« 
is  one  of  the  severest  tests,  and  one  th.it  none  but 
very  good  iron  can  stjind.  A  i>ortiou  also  rolled 
very  well  into  wire  rods. 

This  juocess  economises  fuel,  as  by  measure- 
ment it  only  takes  one  and  a  half  ton.s  of  mineral 
coal  to  make  a  ton  of  blooms.  The  Ohio  ores  by 
this  mode  will  yiild  about  40  per  cent,  and  thi- 
Lake  Sujierior  ore  about  G5|»er  cent.  Thesestatis 
tics  show  this  new  pnxicss  to  be  a  very  important 
improvement  in  tlie  manufacture  of  wrought  Iron ; 
a  vast  saving  being  made  in  .substituting  mineral 
coal  or  wood  f  r  charcoal,  which  must  bring  into 
requisition  vast  quantities  of  lands  that  lay  useless 


(viiii  the  wood  swipl  utl  fur  charcoal,  allUuiigh 
abounding  iu  bituminous  coal  whicii  could  not  be 
used  tor  working  the  hematite  ores.  The  main  f>  a- 
turea  of  this  improvement  conitist  In  reducing  a 
'on  of  iron  from  10  to  920,  improving  its  quality, 
-aving  tlm  cost  of  the  pig-metal  prt>cess,  and  con- 
tequently  a  large  amount  of  capital  requisite  to 
work  the  blast  furnace,  this  mode  requiring  com- 
|)aratively  but  a  snail  ontlay. 

The  application  of  lhisimj>rovementto  the  work- 
ing of  the  Lake  Sujierior  ores  must  effect  a  marked 
change  in  the  business  oi  iron  making.     It  is  esti- 
iiated  that  iron  cao  be  made  in  Detroit  as  follows 
per  ton  : 

Two  tons  of  ore  at  $5 SIO  00 

l|          "         coal     £3 4  60 

Puddling  and  welding 6  00 

ilammering 1  00 

Roasting  and  Stamping  ore 1  00 

Expenses  of  steam  i»ower 60 

Expenses  of  rolling  mill 6  00 

Cuulingencies 1  00 


1  .  :  ■  .  S29  00 
This  iron  is  now  selling  at  from  $120  to  S140 
per  ton,  under  which  prices  it  would  seem  there 
Aas  an  inducement  for  investing  capital  in  the  en-  . 
terprise.  There  is  no  better  point  for  this  [lurpose 
than  Detroit,  where  capitalists  and  .business  men 
*re  anxious  to  commence  this  biisiness.  Chicago 
is  another  good  point,  but  we  have  inquired  iu 
vain  for  information  respecting  any  movemi  nt 
there  for  this  purpose.  The  people  there  talk  of 
it,  and  the  press  has  urged  it,  but  nothing,  so  far 
iis  we  can  learn,  is  likely  to  be  done  at  present. 
\i  Det  oit,  however,  a  considerable  amount  of 
capital  stands  ready  for  ai>plication,  while  the  bu- 
siness men  are  ready  to  unite  with  outside  means 
and  anxiously  solicit  such  assisuince. 

liuportx^ce  or  uiitrurniii)'  iu  equlpmcnta  of 

lOCOiltuttVrs. 

Almost  all  railroad  companies  are  aware  of  the 
convenience  in  operating  a  number  of  engines  of 
the  same  class  and  construction.  But  the  import- 
ance of  the  economy  derived  from  working  an  uni- 
form equipment  of  engines  does  not  seem  to  be  so 
much  regarded.  It  is  true  'hat  in  the  jire^ent  cir- 
cumstances of  hurry  and  competiiiou,  under  which 
most  of  our  roads  aru  constructed  and  equipi)ed,  very 
few  can  secure  a  full  equipment  of  engines  f  ora 
nnf  shop,  while  from  the  same  causes  those  com- 
[lanies  who  have  given  out  large  contracts  find  a 
difference  in  the  construction  and  character  of  their 
engines;  those  delivered _/Iri/  being  generally  best, 
a  result  which,  if  any  diflereuce  ought  to  exist, 
should  be  reversed. 

By  having  however  all  of  the  engines,  required 
on  a  road,  of  the  same  general  pattern  and  of  cor- 
responding dimensions,  a  sm.ill  stock  of  duplicates 
are  sufficient  for  the  renewal  of  ail  tlie  parts  which 
give  out  under  ordinary  usage.  A  part  of  one  en- 
gine,when  broken,  may  be  replaced  bj'  acorrespond- 
ing  part  cf  another  engine  di.^abled  iu  a  more  es- 
■sential  member.  The  failure  of  a  driving  axle  box, 
a  spring,  a  pump  plunger  or  other  part  will  often 
cause  great  delay  from  the  fact  that  the  failing 
member  is  of  a  different  pattern  from  that  in  ge- 
neral use,  whereas  under  other  circumstances  it 
could  be  readily  replaced.  Everything  should  be 
studied  that  contributes  to  the  eflJ^ciency  of  the 
motive  power  of  a  road. 

The  tools  of  a  repair  shop  can  be  adapted  to  their 
office  with  much  less  outlay,  as  the  same  extra 
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Sttiugs  aitacbed  to  many  of  the  lathes  and  planers 
fo  executing  peciUiai-  portions  of  the  work  are  ad- 
apted for  all.      /^      '•;-'- I'! '^      /J  ; 

The  motive  power  i:;  more  reliable,  as  when  it  is 
known  what  one  engine  can  do  the  capabilities  of 
all  other  engines  of  that  class  are  known.  The 
trains  will  be  more  equalized  both  in  capacity  and 
time. 

Railroad  companies  ought  therefore  to  insist  upon 
reasonable  care  on  the  part  of  their  agents,  en- 
struct«d  with  the  selection  of  their  motive  power- 
For  where  aU  the  engines,  are  to  be  of  one  plan  it 
is  quite  essential  that  Ihai  plan  should  be  the  best. 
A  design  in  accoixlauce  with  established  principles, 
discarding  uncertain  experiments  and  adapted  to 
the  circumstances,  as  grade  of  roads,  curves,  trains, 
fuel,  water  and  management  likely  to  aflfcct  it, 
should  be  th-  aim  for  every  company. 

In  their  eftbrts  to  improve  the  standard  of  their 
motive  power,  companies  should  also  guard  against 
unwarranted  interference  in  the  designs  of  their 
builder.s.  If  the  company  have  one  good  class  of 
engines  there  is  no  harm  but  much  advantage  in 
ordering  more,  where  more  are  wanted.  But  many 
roadsjliave  experienced  embarassment  and  expense 
with  engines  built  upon  their  own  specifications, 
where  made  so  as  to  lijnit  their  weight  or  evapor- 
ative power.  It  is  a  very  easy  thing  to  give  an 
order  for  an  engine  to  do  a  certain  task,  and  to 
limit  it  in  weight,  steam  room,  &c.,  but  when  the 
work  is  completed  it  is  found  that  established  pro- 
portions based  upon  established  principles  can  yield 
only  established  results. 


i^ttitroa<l  Mania. 

"  There  can  bo  u6  doubt  but  in  Ohio  and 
Indiana,  the  mania  for  railroad  building  threatens 
to  work  loss  to  the  parties  engaged,  at  all  events 
to  the  stock  and  bond  holders.''  The  above  state- 
ment which  has  found  a  place  in  the  American 
Railroad  Journal,  may  be  calculated  to  do  some 
mischief  to  the  railroad  interest  of  those  states,  if 
permitted  to  pass  in  silence,  even  in  the  eyes  of 
those  who  consider  their  investments  in  New  Eng- 
aiid, .and  New  York  railroad  stocks  and  bonds  as 
entirely  safe.  The  writer  does  not  wish  to  shake 
their  contidence  in  their  investments,  bnt  in  self- 
defence,  to  show  conclusively,  that  if  New  Eng- 
land and  New  York  railroad  bonds  and  stocks  are 
safe,  those  of  Ohio  and  Indiana  are  much  more  so. 
How  stands  the  comparison  1 

The  Area  of    New  England,     in    square 

miles,  is 66,126 

Railroads  completed,  are  miles 2,566 

Cost  of  roads  and  equipments $100,446,698 

Average  cost  per  mile $39,143 

Square  miles  of  area,  to  each  mile  of  railroad . .  26 

Expended  to  each  square  mile  of  area $1,519 

The  area  of  New  York  in  square  miles,  is.. 47 ,000 

Railroads  completed,  are  miles 2,040 

Cost  of  roads  and  equipments $92,766,966 

Cost  per  mile  average $45,477 

Square  miles  of  area  to  each  mile  of  railroad . .  23 

Expended  to  each  square  mile  of  area $1,973 

The  area  of  Ohio  and  Indiana  in  square 

miles,  is 73,773 

Railroads  completed 1720 

Cost  of  roads  and  equipments $37,167 ,815 

Cost  per  mile,  average $21,020 

Square  miles  of  area  to  each  mile  of  railroad . .  43 

£xp«nded  to  each  square  mile  of  area $503 

By  the  above  exhibit,  which  is  believed  to  be 
sufficiently  correct  for  comparitive  purposes,  as  to 
roads  completed,  and  not  much,  if  any,  out  of  the 
way,  as  to  contemplated  lines,  in  the  states  referred 


to,  it  wll  be  seen  that  Ohio  and  Indiana,  with 
7,647,  more  .square  miles  of  territory  than  NewEng- 
land,  have  expended  $63,278,888  less,  in  railroads, 
and  wUh  26,778  square  mile.s  more  than  New  York, 
have  expended  $56,600,151  less.  That  New  England 
has  expended  $1,519  to  the  square  mile  of  teritory, 
New  York  $1,973,  and  Ohio  and  Indiana  but  $503 
There  are  other  facts  in  connection  worthy  of  the 
consideration  of  capitalists  who  are  looking  to  safe 
aud  profitable  investments  in  railroad  stocks  and 
convertible  bonds  :  thegreat  difference  between  the 
railroads  of  New  England  and  New  York,  and  those 
of  Ohio  and  Indiana,  in  the  first  cost,  the  co.st  of 
maintainance,  the  grades,  the  wear  and  tear  of 
heavy  engines,  the  cost  of  machuiery  and  of  ope- 
ration, to  do  the  same  amount  of  busmes-s,  the  close 
competition  of  lines,  the  length  of  lines,  the  pro- 
ductiveness of  the  soil  and  the  surplus  for  local 
transportation.  These  and  other  considerations 
that  might  be  named,  must  forever  enter  largely 
into  the  rate  of  dividends,  the  value  of  stocks  and 
safety  of  bonds.  It  has  offorded  the  writer  ijo 
special  pleasure  to  institute  these  comparisons,  but 
he  has  been  impelled  to  it,  by  wlpt  he  considers, 
unjust  attacks  upon,  the  new  lines  of  Ohio  and 
Indiana,  yet  to  become  the  best  paying  lines  ol 
the  United  States,  because  they  are  the  lon^, 
straight  linrit,  located  by  experienced  men,  to  meet 
the  demands  of  the  country,  and  passing  through 
the  best  valley  on  the  globe,  yet  to  be  more  <leu 
sely  populated  than  any  part  of  the  earth. 

Inoia.v>. 


Tb«    Chilled    Slip    Tlr*. 

The  merits  of  this  improvement  arc  becoming 
well  undevistood  by  railroad  managers  in  all  parts 
of  the  country,  and  the  reputation  of  this  descrip- 
tion of  tire  may  be  considered  as  fully  established 
It  is  to  be  regretted  that  those  companies  who 
delayed  their  application,  and  those  especially 
who  have  failed  to  secure  them  in  their  new  en- 
gines, should  now  be  compelled  to  apply  them 
at  a  greater  expense  to  their  wheels  in  use,  aa  the 
wheel  centers  cast  especially  for  these  tires  are  de- 
signed to  afford  the  cheapest  and  most  secure 
attachmciU.  Notwithstanding  the  increased  cost 
of  applying  tuem  Ui  the  ordinary  wheel  center, 
raidroad  Managers  in  all  quarters  are  using  them, 
and  arc  provided  against  such  results  in  future  by 
ordering  them  in  tnic  engines. 

In  addition  to  the  instructions  which  havs  be<>n 
given  for  the  guidance  of  Master  mechanics  in  ap- 
plying these  tirea,  we  will  give  some  further  sug- 
gestions which  we  believe  will  be  of  service. 

The  double  plate  wheel  with  hollow  tire,  which 
seems  to  meet  generaPapproval,  should  be  fitted 
up  with  less  tai)er  than  for  the  solid  tire.  The 
thickness  of  the  hollow  tire  reduces  the  extent  of 
the  bearing  so  much  that  we  believe  a  taper  of 
3-16  inch  for  a  5  feet  tire,  and  3«'  inch  for  a  four 
feet  tire,  is  sufficient,  and  will  be  found  to  give  a 
more  secure  attachment  than  where  more  taper  is 
used. 

The  wheel  should  be  well  and  tightly  fitted  to 
the  axle  where  either  form  of  tire  is  used.  One 
great  merit  of  this  tire  is  that  it  is  applied  with- 
out strain,,  so  it  cannot  be  depended  on  for  "  hug- 
ging "  the  wheel  tp  give  the  least  compression  of 
the  material  of  the  wheel  center  upon  the  axle. 

The  practice  of  case  hardening  the  crank  pins 
renders  them  far  more  durable  and  is  becoming 
practised  on  many  roads.     By  this  precaution  a 


pair  of  wheel  centers  fitted  with  chilled  tires  ar^  n 
constant  order  for  a  very  long  time .  The  saving 
aimed  at  in  this  projection  is  lo.'t  where  the  whole 
chilled  wheel  is  used,  and  this  is  one  reason  why  a 
whole  wheel  i.s  an  extravagant  and  wasteful  appli- 
cation of  the  chilled  surface. 

Master  mechanics  in  ordering  spare  sets  of 
drivers  should  require  the  imi)roved  form  of  wheel 
with  chilled  tire,  as  the  original  application  to  a 
set  of  wheels  is  cheajwr  than  any  8ubsc<iueul  ap- 
plication. There  will  be  less  need  however  of 
spare  wheels  where  this  improvement  is  adopted, 
as  when  the  crank  pins  have  been  hardened  the 
entire  wheel  is  ready  for  long  service.  There  is  no 
such  thing  as  the  bursting  of  a  tire,  as  the  tires 
are  not  strained.  The  centers  will  not  break  in 
the  spokes  or  rim  for  the  same  reason. 

The  Little  Miami  road  (who  secured  this  im- 
provement for  their  engin<^  long  since,  and  who 
have  Bush  &  Lobdell  tires  in  good  condition  after 
three  years  use  upon  the  heavy  grades  upon 
which  their  road  enters  the  city  of  Cincinnati,) 
have  the  cheapest  plan  for  securing  these  tires 
which  we  have  seen,  and  although  we  do  not  like 
to  recommend  it  for  general  adoption,  it  shows  the 
security  of  their  application.  Their  four  feet 
tires  are  held  only  by  four  round  bolts  which  are 
put  through  holes  drilled  half  in  thcjtire  and  half  in 
the  wheel  center.  The  master  mechanic  of  the  road 
assures  us  that  they  never  fail,  eiUicr  by  bursting 
where  drilled  to  receive  the  bolts,  or  by  the  break- 
age of  the  bolts  fhemselve?. 

Where  objections  are  urged  acainst  the  weight 
of  the  solid  chilled  tiro  it  should  be  remembered 
that  what  is  allowed  in  the  tire  can  be  taken  from 
the  wheel  ccnt«r,  by  the  reason  of  the  center 
being  without  strain.  The  whole  thickness  of 
wheel  rim  and  chilled  tire  on  the  Baltimore  and 
Ohio  road  is  no  more  than  for  the  common  wheel 
with  wrought  tire.  Their  wheel  rims  for  5  feet 
tires  are  only  one  inch  thick  and  never  break 
from  the  fact  that  the  tire  is,  of  itself,  stiff,  and 
that  the  center  is  not  strained  by  shrinking. 

To  the  few  mechanics  who,  from  want  of  means 
for  obsen-atioD,  arc  yet  a  little  cautious  of  "sjwil- 
ing  a  sot  of  wheel  centers,"  as  they  term  it,  by 
fitting  them  for  chilled  tircb,  fearing  the  tires  may 
provr  failures,  we  will  say  that  in  the  possibility 
of  such  an  event  the  centers  are  in  the  best  con- 
dition for  the  application  of  irrmigkt  tires,  u  there 
is  no  rea'^on  why  ihe  wrought  tire  should  not  be 
appUed  upon  i  he  principle  of  this  improvement 
as  any  ollx-r.  W«»  do  not  believe  iDshrinii-n^  for 
any  tire. 

.    ■! 

9Iad  River  &alir«ad. 

The  earnings  of  the  Lake  Erie  and  Mad  River 
Railroad  for  June,  July  and  August  of  the  present 
year  were  $174,-12»93,  against  $142,814  30  in  the 
corresponding  period  of  1862.  The  earnings  ol' 
August  alonv  exceeded  those  of  August  1652,  by 
$27,389,13,  a  gain  of  nearly  70  percent  of  the  ruad' 
has  earned  five  percent,  net  during  the  last  6  months. 
It  extends  from  Sandusky  to  Dayton,  and  including 
the  Findlay  Branch  of  15  miles,  it  has  a  track  of 
172>^  miles  length.  Its  toUlcost  is  $4,140,148  ol. 
Of  this  $1,767,000  is  in  a  funded  debt,  and  the  re- 
mainder in  stock.  It  now  owes  a  fioatiiig  debt  of 
$591,949.58,  but  has  assets  on  hand  $620,;i66,17 ;  in 
addition  to  a  full  supply  of  fuel,  oil,  and  other  mate- 
rials. Its  not  earnings  in  the  year  ending  May  81, 
1863,  were  $265,729  70,  against  $236,900  39  in  the 
previous  year.  A  dividend  of  $5  u  share  was  paid  in 
August,  1862.  The  surplus  fund  June  1 ,  after  char- 
ging of  $8,081  70  for  deprecation,  was  $72,870  93. 
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FRjBIGHT  £NG1N£  BY  THE  BOSTON  LOCOMOTIVE  WORKS. 


Above  we  present  our  readers  with  a  correct 
drawiDg  of  the  freight  engines  now  building  at  the 
Boston  Locomotive  Works.  This  is  properly  a  se- 
quel to  the  extended  noticegiven  byu?,  some  time 
MDce,  of  this  establishment,  and  could  it  have  been 
prepared  in  season,  would  have  appeared  in  con 
nection  with  it. 

The  above  engine  has  the  arrangement  of  ma- 
chinery, known  as  the  "outside  connection.''  This 
was  the  arrangement  of  alt  the  engines  built  by 
the  Boston  Locomotive  Works,  previous  to  1846. 
Since  that  time  it  has  been  retained  in  a  large 
number  of  the  freight  engines  coming  from  thib 
cttablishment,  while  in  other  quarters  it  is  again 


becoming  popular,  and  very  deservedly,  we  think, 
for  passenger  engines.  In  the  above  drawing  is 
also  exhibited  the  application  of  the  "link  motion" 
with  which  improvement  most  of  the  engines  now 
built  at  the  Boston  Locomotive  Works  are  sup- 
plied. 

The  proportions  of  diameter  of  cylinder,  length 
of  stroke,  and  diameter  of  driving  wheel  are  as 
follows :  15  or  16  inch  cylinder,  24  inch  stroke, 
and  five  feet  wheel.  This  is  an  extension  of  the 
stroke,  and  an  enlargement  of  the  wheel  over  for- 
mer freight  engines  from  these  works,  and  has 
been  adopted  from  the  increased  economy  in  work- 
ing and  maintenance,  afforded  by  reason  of  the  les- 


sened speed  of  the  working  parts  when  in  ac- 
tion. 

Apart  from  the  difference  in  the  position  of  the 
cylinders  and  working  parts,  the  construction  of 
these  engines  is  similar  to  the  passeng:er  engines 
described  in  our  former  article  upon  these  works. 
They  have  the  same  form  of  boiler,  containing  the 
same  number  of  solid  brass  tubes,  the  same  style  of 
frames,  pedestals,  truck-frame::!,  pumps,  slides,  etc. 

In  future  numbers  we  shall  endeavor  to  give 
our  readers  drawings  of  engines,  by  other  celebra- 
ted makers,  and  trust  our  plan  will  afford  profita- 
able  instruction  touching  the  history  and  details 
of  the  important  business  of  building  locomotives. 


Dresden,  Tennessee,  Sept.  10,  1863. 
Mr.  Editor  : 

On  Monday  the  6th  day  of  this  month,  the 
Nashville  and  North  Western  railroad  company 
was  organized  in  the  city  of  Nashville,  by  the  elec- 
tion of  the  following  gentlemen  directors,  to  wit: 
Thomas  M.  Wiley,  Benjamin  C.  Brown,  John  H. 
Dunlap,  William  Fitzgerald,  Jeremiah  Dumas 
Samuel  Price,  James  Etheridge,  Wm.  M.  Qleeson, 
Samuel  Peoples.  Jeptha  Terrell,  John  A  Gardner, 
William  Wyatt,  W.  B.Isler,  O.  H.  Carey,  and  Rob- 
ert Ury. 

John  A.  Gardner,  was  elected  president  of  the 
company,  and  Wm.  R.  Ross,  appointed  Secretary 
pro  tem. 

The  object  of  ibe  company  is  to  extend  the 


Charleston  and  Nashville  road  from  the  latter!  The  Nashville  and  Northwestern  road  receives  a 
place,  through  the  counties  of  Davidson,  Dickson,lloan  of  the  bonds  of  the  State  of  S80(K)  per  mile 
Humphreys,  Benton,  Henry,  Weakley  and  Obion, 'for  iron  and  equipments. 


to  the  Mis.sissippi   river  in  the   Madrid   Bend,  a 
distance  of  about  175  miles. 
It  is  exi)ected  that  the  road  will  be  extended 


Although  but  little  effort  has  yet  been  made  to 
procure  subscriptions  of  stock,  about  half  the 
amount  necessary  to  do  the  local  work  has  been 


from  New  Madrid  to  the  Iron  Mountain,  in  Mo.,  obtained  in  the  counties  on  the  line  oftheim- 
where  it  will  meet  the  St.  Louis  and  Iron  Moun-jprovement.  No  doubt  is  entertained  that  the  stock 
tain  road,  and  then  form  a  continuous  line  of  rail- j will  be  speedily  made  up,  and  as  soon  as  the  ser- 
way  from  Savannah  and  Charleston,  on  the  South-jvices  of  a  competent  engineer  can  be  secured,  and 
eastern  Atlantic  seaboard,  not  only  to  St.  Louis,!the  route  of  the  road  located,  it  will  be  placed  un- 
but  by  the  Pacific  road  to  the  north  of  the  Kansas'der  contract. 

river.  It  is  also  in  contemplation  to  connect  this  The  company  expect  to  be  able  to  commence 
road  west  of  the  Mississippi  River,  with  the  road  ^^^  work  sometime  next  spring. 

Very  Respectfully,  :^.,(., 


from  Cairo  to  Fulton,  and   ultimately  with  the 
entire  system  of  railways  in  Texas. 


I 


W.R.Ross, 
Sec.  of  the  N.  &  N.  W.  Railroad  Co. 
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•Iwnrnal  of  Railroad  Law. 

LIABILITY    OF    RAILROAD  COMPANIES, 

At  the  present  term  of  the  Oyer  and  Terminer 
for  this  county,  Judge  Barculo  called  the  attention 
of  the  grand  jury  to  the  frequent  collisions  and 
loss  of  life  upon  our  railroads,  and  laid  down  the 
following  legal  propositions  in  regard  to  the  crimi- 
nal liability  of  the  various  ageuts. 

1.  That  the  engineers,  conductors,  and  other 
persons,  through  whose  negligence  or  want  of 
care  a  human  life  is  destroyed,  are  individually 
liable  to  indictment  and  punishment  under  the 
revised  statutes,  which  declare  that  "  every  killing 
of  a  human  being  by  the  act,  procurement  or  cul- 
pable negligence  of  another,  when  such  killing  is 
not  justifiable  or  excusable,"  is  manslaughter  or 
murder.  They  may  also  be  indicted  under  the  act 
passed  Dec.  13,  1837,  as  amended  April  7, 1849, 
which  provides  that "  every  agent,  engineer,  con- 
ductor, or  other  persons  in  the  employ  of  such 
company,  or  persons  through  whose  wrongful  act. 
neglect,  or  default,  the  death  of  a  person  shall 
have  been  caused  as  aforesaid,  shall  be  liable  to 
bo  indicted  therefore,  and  upon  convinction  thereof 
may  be  seutem.  .'l  to  a  State  Prison,  not  exceeding 
five  years,  or  in  a  county  jail  not  axcceding  one 
year,  or  to  pay  a  fine  not  exceeding  two  hundred 
and  lift y  dollars,  or  both  such  fine  and  imprison- 
ment." 

2.  That  the  law  contemplates  and  experience  in- 
dicates the  necessity  and  propriety  of  rigidly  en- 
forcing the  principal  of  ;)€r^oiial  responsibility, 
against  the  individuals  who,  actually  and  directly, 
cause  the  shocking  catiistrophes  which  have  be- 
come so  alarmingly  frequent. 

3.  That  in  cases  of  collisions  occurring  by 
i-eason  of  one  train  or  engine  running  out  of  time, 
or  in  the  time  of  another  train,  the  engineer  being 
the  person  who  actually  sets  the  train  in  motion, 
is  primarily  liable. 

4  That  the  conductor  may  also  become  liable 
in  such  cases,  by  co-operating  with  the  engineer, 
or  ordering  him  to  proceed  improjwrly  ;  but  the 
orders  of  the  couduetor  or  of  any  other  will  not 
justify  the  engineer  or  protect  him  from  the  legal 
consequence  of  running  his  engine  improperly. 

5.  That  in  matters  where  human  life  is  involved 
there  are  no  such  things  as  principals  or  agents  -,. 
but  every  individual  must  watch  over  his  own  con- 
duct, and  see  that  it  is  prudent  and  careful ,  and 
he  cannot  be  permitted  to  fall  back  upon  any 
authority  as  a  jusiitication  or  excuse  for  causing 
the  death  of  a  human  being. 

6.  That  the  time-table  furnished  by  the  super- 
intendent must  govern  all  the  inferior  oflBcers  and 
agent^;,  who  must  strictly  conform  thereto  in  all 
respects,  in  running  the  trains,  and  whenever,  by 
deviating  therefrom,  an  accident  occurs,  it  is  oc- 
casioned by  the  "wrongful  act,  neglect  or  de- 
fault" of  all  who  participate  in  causing  such  de- 
viation. 

7.  That  the  engineers  and  conductors  are  bound 
to  make  themselves  well  acquainted  with  the 
"time-table,"  and  to  adhere  to  its  arrangements 
until  they  have  authentic  information  that  it  has 
been  altered  or  suspended. 

8.  That  wheh  an  engineer  is  required  to  run  an 
engine  only  from  one  part  of  the  road  to  another, 
it  is  his  duty  so  to  do  it  as  to  avoid  all  the  regular 
trains ;  and,  in  case  that  he  finds  it  is  impossible 
to  reach  the  next  station  before  a  train  is  due 
there,  he  should  switch  his  engine  off  from  the 
track,  and  wait  until  the  expected  train  has 
passed. 

5  9.  That  in  the  case  of  the  recent  collision  on  the 
Hudson  River  Railroad,  the  engineer  who  came  up 
from  New  Hamburg  so  as  to  reach  Poughkeepsie 
a  few  minutes  after  four  oclo«k,  knowing  that  a 
regular  train  left  Poughkeepsie  at  that  hour,  was 
guilty  of  negligence  in  thus  running  upon  the 
track,  and  in  the  time  of  the  Poughkeepsie  tram, 
unless  he  had  received  reliable  infonnation  from 
those  in  authority  at  the  Poughkeepsie  station, 
that  the  Puughkeepsie  train  would  wait  for  him : 
in  which  case  the  re.sponsibility  of  the  collision 
will  fall  on  those  whs  gave  such  information. 
10.  That,  considering  the  great  respoDBlbility  of 


their  positions,  and  the  awful  consequences  of  a 
departure  from  a  safe  course,  the  law  must  exact 
from  those  who  have  the  control  and  manage- 
ment of  passenger  trains,  the  utmost  skill,  care 
and  diligence. 

The  foregoing  well  considered  summary  of  the 
legal  principles  applying  to  Railway  disasters  sug- 
gests a  few  considerations  which  will  not,  we  trust, 
be  deemed  inappropriate. 

However  important  the  principle  of  individual 
liability  may  be  in  relation  to  accidents  like  those 
in  question.  Judge  Barculo  did  not  intend,  and 
would  probably  be  the  last  man  to  question  the  se- 
rious obligations  belonging  to  boards  of  directors, 
and  to  corporate  bodies  in  their  associxUed  charac- 
ter. It  is  no  less  important  that  the  liabilities  of 
railway  companies  should  be  well  understood  in 
this  than  in  any  other  respect,  especially  as  the 
public  attention  is  so  searchingly  directed  at  pres- 
ent to  the  law  appertaining  to  the  subject,  which 
has  until  recently  been  oiily  a  dead  letter. 

The  Comiiuii!  Imw  doctrine  in  regard  to  tiie  crim- 
inal liabilities  of  corporations,  and  this  law  con- 
trols the  matter  in  nearly  all  our  States,  except 
where  it  has  been  partially  luoditied  by  statute,  is 
we  believe  suii.staiitially  as  follows: 

It  is  undispnted  that  when  a  coritoration  has 
negkcUd  to  <'.u  what  they  wereiiuperatively  bound 
to  do,  or  in  legal  phraseology,  wJien  a  corpora- 
tion has  been  guilty  of  a  noH,fi:asnnce,  it  is  indicta- 
ble in  consequence. 

An  indictment  was  sustained  in  England  in  the 
case  of  the  'iueen  vs.  the  Birmingham  and  O.  rail- 
way conipai.y — '.)  C.  &  Pay.  R.  4»il', — for  diso- 
beyinsT  an  order  of  Justices  for  constructing  a 
bridge  over  a  road,  which  was  legarded  by  the 
court  as  coming  within  the  general  rule  of  the  lia- 
bility of  corporations  to  indictment  for  neglect  of 
duty.  The  jManeheoter  and  Le<ds  railway  compa- 
ny were  empowered  to  obstruct  public  or  private 
roads  for  the  purpose  of  their  undertaking,  doing 
no  unnecessary  damage.  But  before  any  road 
should  be  cut  through,  they  were  bound  to  make 
a  new  one  equally  convenient  with  the  one  ob- 
structed. And  having  in  one  instance  neglected 
so  to  do,  they  were  held  to  be  indictable  for  a  nui- 
sance on  the  old  highway.  The  Queen  vs.  Scott, 
3  Adol.  &.  Ell.  R.  543.  So  is  a  corporation  iinlict- 
able  for  not  repairing  their  road,  although  the 
Statute  may  have  subjected  them  also  to  a  pecu- 
niary penalty  for  the  same  omission  of  duty.  Sus- 
quehanna &L  B.  Turn.  Co.  vs.  the  People,  15  Wend. 
267. 

A  corporation  has  no  soul,  and  in  a  certain  sense 
no  body.  How  then  can  it  be  arrested  so  as  to  be 
compelled  to  answer  as  it  shou  d  in  person,  on  in- 
dictment 1  In  New  Hampshire  a  court  lately  en- 
tered the  default  of  an  indicted  railway  company 
for  non-appearance  in  court,  and  imposed  upon 
them  a  statutoiy  penalty  for  an  act  of  negligence 
in  the  management  of  their  road.  But  this  case  is 
appealed.  The  Common  Law  prescribes  a  mode 
of  coercing  the  'appearance  in  court  of  an  indict- 
ed corporation  by  attaching  their  property  or  by 
what  is  technically  called  distress  infimU  ,  which, 
if  enforced,  wouM  not  probably  prove  to  be  much 
of  a  misnomer. 

Thus  far  there  is  but  little  uncerutiuty  as  to  the 
criminal  liability  of  a  corporation. 

But  can  a  corporation  bo  indicted  at  Common 
Law  for  a  positively  wrongful  act, or  what  is  term- 
ed a  viiifeasanci  ! 


la  regard  to  this  matter  the  law  seems  not  to 
be  perfectly  free  from  doubt.  In  an  indictment  in 
the  Supreme  Court  of  Maine  charging  a  Mill  and 
Manufacturing  corporation  with  a  nuisance,  in  er- 
ecting a  dam  across  a  river,  it  was  urged  that 
an  indictment  could  not  l)e  maintained  in  such  a 
case,  although  it  was  admitted  that  the  individual* 
composing  towns  and  parishes  might  be  indicted 
for  7iei:lect  of  duty  aa  for  not  removing  nuisances; 
and  this  view  was  sustained  by  the  court,  which 
considered  that  a  corporation  was  incapable  of 
committing  a  crime  or  misdemeanor  by  any  posi- 
tive act,  but  that  such  as  took  part  in  the  offen- 
sive measure  should  be  prosecuted  as  individuals, 
either  as  principals  or  as  abettors.  But  why  a 
corporation  should  be  criminally  amenable  for  nc- 
slcct,  and  not  for  a  vrromrfui  act  is,  to  say  the  least, 
not  easily  understood.  Chief  Justice  Denraan  of 
the  English  Queens  Bench,  utterly  repudiates  the 
distinction  whicn  is  assumed  by  the  Supreme  court 
of  Maine  between  ncskd  and  wrongful  acts.  That 
able  jurist  observed  in  substance,  in  the  f^oeenks. 
Great  \orth  of  Eni^lavl  Rn'hray  Company, 
Adolph  &  Ell.  R.  (N.  8.)  314,  that  very  often  the 
most  acute  jxirsons  could  not  clearly  define  the 
cause  of  a  disaster  as  originating  in  neglect  to  pro- 
vide safeguard.*!,  or  as  originating  in  an  act  which 
wa*  only  rendered  improper  by  the  want  of  safe- 
guards. If  a  Co.  is  authorised  to  make  abridge  with 
parapets,  but  makes  it  withotit  them,  does  the  of- 
fence consist  in  the  construction  of  the  unsecured 
bridge,  or  in  the  ncghrf  to  secure  it  ?  There  is  no 
reason  for  the  distinction  , — it  is  startlingly  incon- 
gruous. 

We  will  speak  of  the  S'atutoru  liabilities  of  rail- 
way companies  herea  fter.  i 


Commercial  eoutosta- rati  road*  against 
rivers. 

When  the  commerce  of  llie  world  was  waterborne 
from  the  point  of  production  to  that  of  consump- 
tion, it  was  comitelled  te  wind  along  the  sinuosities 
of  the  river,  .-lud  creep  along  the  indentation  of  the 
coast.  When  a  barrier  impassable  to  a  direct  in- 
land communication  separated  the  lake  shores  and 
the  Ohio  Valley  from  the  Atlantic  ports,  and  the 
corn  or  coal  of  Western  Pennsylvania  or  V^irginia 
pursued  the  Monongahela,  the  Mississifipi,  and  the 
favoring  currents  of  the  Gulf,  to  their  ultimate 
markets,  then  Pittsburgh  w;us  separated  fuTU  Phi- 
ladelphia by  a4\-atcr  route  almost  double  the  length, 
and  more  than  (luadruplc  the  time  of  a  transat- 
lantic voyage.  In  those  days  the  i>ort  of  New  Or- 
leans was  as  indispensable  to  the  interior  commerce 
as  the  Dardanelles  to  the  Danube.  The  right  of 
deportation  ha-s  been  deemed  cause  of  war — the 
distincliitss  of  sectional  interests  had  been  a'most 
the  means  of  disunion.  Then  New-Orleans  was  a 
commercial  city,  rather  to  be  maintained  at  any 
cost  of  men  and  capital,  and  that  cost  was  to  be 
levied  upon  the  commerce  of  the  interior.  It  was 
then  that  New  Orleans  was  the  Calcutta  of  the  Union, 
gallant  and  energetic  young  men  left  the  sterile 
States  tos  take  an  early  grave  or  a  shattered  con- 
stitution against  a  rapid  fortune  and  a  safe  return. 
But  all  this  has  been  changed  by  American  enter- 
prise. 

Let  us  regard  the  States  which  lie  between  the 
Mississippi  Valley  and  the  Atlantic  a.s  a  long  and 
comparative  iteninsula,  ttie  souihem  <  xtremc  of 
which  i^  the  Cape  of  Florida.  .\11  interior  Com- 
merce was  once  compelled  to  ^^audcr  aronnd  this 
natural  and  once  impassable  obstacle  ui)Ori  the  ob- 
vious axiom  that  the  markets  of  the  world  are  the 
magnetic  poles  to  which  prcdu'rli-  r  tends  by  the 
shortest,  cheapest,  and  safest  lines.  American  en- 
terprise has  established  new  means  of  promoting 
the  connections  between  these  elementary  and  ulti- 
mate procesaes  of  human  industry-     First  lin«s  of 
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cannls  crossed  the  fx'iiJnsular  States  ;  then  steam, 
that  boldest  and  most  benevolent  of  radio.*  Is — em- 
ployed the  Railroad,  and  now  these  iron  livers 
rithout   the  obstacles  of'  snags,  current*,  i' e,  or 


sand-bars,  take  their  rise  upon  the  basins  of  the  enterprise,  it^  facilities,  and  its  position  shall  en 


the  completion  of  tlu  system  of  artifical  improve- 
ment, be  exported  direct  trough  the  various  At- 
lantic seaport  cities  from  Boston  to  Savannah,  eacl) 
taking  that  proportion  of  this  trade  to  which  its 


Mississippi  and  the  Lakes,  and  from  their  trade 
currents  t/i/-«c//3/  into  tlie  harbors  oftho  Atlantic. 
Hence  the  contest  between  those  cities  which  like 
New  Orleans  and  Mobile  rely  upon  their  positions 


title  it.     There  will  be  enough  for  all,   and  in  all 
their  attril>utfs,  oiir  own  cily  will  compare  favor- 
ably with  others. 
But  although  we  re^'ard  this  result  a?*  inevitable, 


upon  the   natural  streams,  and  those  which  like  :  we  by  no  means  consider  that  the  depopulation,  or 


Boston,  New  York,  Philadelphia,  Baltimore,  Char- 
leston and  Savannah,  rely  entirely  upon  the  arti- 
ficial lines  by  which  the  are  connected  with  the 
productive  interior. 

It  is  a  fair  competition  between  an  untaxed  tran- 
sit upon  the  river  and  the  ocean  an<l  the  artificial 
facilities  devised  by  the  skill  ofmnn.  In  tlii.s  con- 
test the  artificial  system  with  is  accessory  advan- 
tages promises  to  prevail.  All  the  provision  trade 
of  the  Northwest  destined  for  Eastern  or  European 
consumption,  is  adopting  the  lines  of  din-ct  com- 
luunioati  )!i.  Tlioy  lijivc  tlie  advanL;i;;v^  ol  iinuic- 
'■'in'e  participation  in  the  ni.irket  prices.  They 
have  thus  the  comm.iiid  ofbankinj;  and  other  fa- 
cilities, based  U|»uii  the  iinme<liatA.-  convertibility 
of  agricultural  UKxliict^  info  nioMey  ;  they  Iiave 
the  advaiitaj;'  of  a  transit  through  a  mure  tomiH;- 
rate  latitude.  Tlic  arliiical  .sy.^fi'wi  p  )S.sesse.s  the 
additional  advantage  of  unity  in  iIk-  adiainihira- 


declinc  of  New  Orleans,  and  other  river  cities,  wjU 
follow.  It  would  be  unfeeling  to  doom  thtm  to  de- 
struction, and  coldly  parcel  out  their  coratnerce  as 
an  iidicritance  amongst  ourselves.  The  immense 
and  rapid  development  of  the  Southern  States,  the 
trade  oC  Mexico,  and  the  West  India  Islands,  that 
of  Central  and  of  South  America,  with  the  demand 
which  must  always  exist  for  the  products  ol  the 
.Mi.ssisipjn  valley — the  liberal  system  of  interior 
communication,  that  the  cities  of  New  Orleans  and 
Moltil''  iiav.'  projected  will  ensure  to  thtm  a  valua- 
ble (iad^v  and  u^  liu;  progress  uf  Ariierl(an  enter- 
l);ise  -hallt'Nteud  b.\vond  itspre.sintinlhuMico,  they 
will  stand  in  the  same  relation  to  those  sections 
Sonlli  nftlieir  position  thai  the  atlantic  cities  now 
do  to  llirir  Northern  customers.  Tiny  will  be  up- 
on the  uiO^t  direcl  lliie  uf  conininnit'atiuii  botween 
the  South  and  South wovt,  atid  tli  •  Eastern  States 
and  Kni<>;x'.     Tln-y  uill  thus  oiK-n  not  oidy  mar- 


tions  which  conduct  it.  A  railroal  nniles  thi-  i)ro- 1  ketj  for  the  fai-toragc  of  Houthern  staples,  but  will 
prietorship  of  the  road  with  the  e.>celu^ive  trans- !  conduct  their  exchango  for  the  murcliantlise  and 
portation  up  m  it.  Ir  ujay  thus  disiriniinaie  in  fa-  j  mannl'aitiirc  <if  more  i-ioperai.-  <iinn-s.  In  n  word 
vor  of  o:-  .t^Viinst  .my  .xpeeilic  int:'rest  lu'cissary  toi  with  that  ie.ili!!^  chaiacleiisiie  ol  ilie  American 
sustain  ils    trade,      flaii,  il  ,i   lailmad  wished  to 


take  trade  .>r  tr.ivel tVoni  ajiver,  ,t  .. ould  reduce 
its  chargesunon  .utieles  of  comiHtition,  aiid  a»>es.sj 
them  upon  thoje  which  couid  be.^i  .-astain  them. 
But  the  arfitieial  system  posscss<s  aiiiitiicr  power- 
ful advantag'.  Each  of  the  .Vtlanti.'  lities  will  he 
proprietor  of  a  complete  sy.item  o/i'ublic  roa<ls. 
If  the  comp  tition  of  iln'  water  routes  re(|derid  it 


IHJopk- to  a.lapt  llieir  enorties  to  any  <niergency, 
we  cipeet  to  sei;  N>.-v\  '/rlean^  •"'j''y  a  trade, 
ehaii'^tjd  it  may  bf  true  in  \l'  ehar««.ter.  but  enlarg- 
ed in  its  extent  and  m<>r  ■  vaiuable  in  ils  nature. 


necessary,  these  roads  would  be  worked 'at  a  loss  j  i^t^.vens   over 
and  that  lossoliarged  to  account  of  city  expenses,  for 
itwouldbe  better  topayinterestoiiarailroadtosome 


Morthei-u  PaciAc  UallruiKl  loate. 

The  following  letler  fn>mJ'i,n'  s  l)-iltj  Esq.,  a  civil 

engineer,  aeeon»iiaiiying    the  exiaidition,  of  Gov. 

llii!   n«irtheru  route  to  th<;  Pac'fic, 


and  that  lossoharged  to  account  of  city  expenses,  for ,  .^^.tressed  to  his  father  Hon  J .    \)   Doty  of  Wiscon- 


sin  presents  some  very  intersting  facts  in  reference 
to  this  route.  The  letler  is  dated  at  fVi  //«m« 
at  the  mouth  of  the  Yellow  Stone. 

>Vore;iched  this  point  on  tlicanernoon  of  the  Ist 
August :  our  ti  aiu,  consisting  of  80  men,  \'l  wagons, 
:100  mules  and  horses,  and  10  yoke  of  cattle,  being 
in  first-r.ite  condition  after  p<'riorming  a  journey  of 
72o  miles  from  Sauk  Rapids,  ui  40  days.  In  the 
last  y  days  we  made  18tl  miles. 

The  country  between  here  and  Sauk  Rapids,  in 
1  tne  j  „.jji(.h  point  1  dale  our  departure  June  16th,  is  en- 
-tii'gi  tirelv  a  prairie  countrv      i'or  250  miles  the  coun- 


extent  uni>roductive,  than  to  lose  a  trade  indispens 

able  to  a  city.     Just  as  New  Orleans  keeps  >ip  a 

superior  levee,  which  although  entirely  uniu'oduc- 

tive,  is  indi.si)ersaMe  to  her  trade.     Such  are  the 

powers,  such'.the  neressities  of  the  artifici.il,>«ystem, 

that  the  very  irrowlli  of  the  cities  will  comiK'l  the 

maintenance  of  existing  or  improv  d  lines,  since 

the  cities  must  shrink  and  relapse  with  the  with- 
drawal of  the  trade  which  has  stimulated  their  more 

recent  growth. 

There  is  still  another  element  of  advantage  in  the  j 

artificial  system,  the  .Vtl antic  citii'S  are  coinpet 

with  each  other  for  the  interior  trade.     Lines  are  j  ^,.^.  jg  ,.^;,y  beautiful,  having  an  abundance  of  wood 

water  and  grass,  and  is  a  good  farming  country ; 
soil,  sandy  loam.  Atler  crossing  the  Cheyenne, 
the  country  is  destitute  of  wood  for  80  miles,   but 


ma<Ie  straight,  grades  are  reduce.!,  the  roads  are 
made  shorter,  chea;)er,  safii-.  We  li.ive  reeenlly 
had  a  specimen  of  the  competition  Ix-tweeji  these 
cities,  in  the  arrangement  of  the  Baltimore  and 
Ohio  railroad  to  reduce  freights  and  Cares  upon  the 
rhiladelpiiia  business  passing  over  their  line.  In 
deed,  the  history  of  all  these  routes,  is  bnt  a  nar- 
rvtion  of  competition. 

Now,  unfortunately  for  those  cities  whieh  de- 
pend, like  New  Orleans  ;ind  Mobile,  upon  the  na- 
tural current  of  trade.  The  competition  amoiigst 
the  several  Atlantic  cities  is  a  joint  coini)etition 
against  the  former,  and  these  as  cr  cashes  in  the 
river  trade  become  bolder  and  more  decided,  th»y 
will  divert  more  and  more  of  the  gre,»t  aggregate 
which  has  heratofore  sought  an  outl:'t  through  the 
river  cities  and  the  Gnlf  of  Mexico. 

In  addition  to  the  reason  given  why  this  diver- 
sion of  the  current  (f  trade  is  inevitai-.le,  we  may 
add  that  the  disadvantages  of  the  Mississippi  and 
coastwise  navigation  are  irremediable.  The  loss 
by  fires,  wrecks  and  climat<-,  must  continue  to  be 
represenhd  by  a  positive  cliarge  no m  eoimuerce, 
and  even  tlio  expense  ,injl  risk  of  living  in  the  river 
cities.  Tii^  annual  irterruplion  ol  business  by  a 
climatic  mortality,  mii^^t  aftect  The  cost  of  factorage, 
and  the  facilities  of  business 

AVe  therefore  conclude  that  the  gre.iter  portion 
of  the  inferior  tra<le  which  hits  heretofore  nought 
nn  outki  through  the  Gulf  of  Mexico,   will,   u[>on| 


there  is  plenty  of  water  and  grass.  We  tl'cu  came 
to  a  belt  of  timber  on  the  upper  crossing  of  the 
Chevenne;  up  to  this  point  it  has  been  rolling  prai- 
rie, with  occasional  l.able  latids ;  here  we  cross  a 
broKcn  country  for  20  miles,  then  strike  a  plateau 
extending  to  tfie  vicinity  of  the  Moose  River;  it  is 
interrupted  by  "coulets,'  deep  ravines,  with  small 
streams  in  the  valley,  [n  most  tif  these  are  found 
wood,  oak,  ash  black  and  wliite  ;  elm,  bass  wood, 
cotton-wood  and  hickory.  Passing  these  in  about 
ten  miles,  we  kept  the  Moose  river  in  sight  to  our 
right,  and  travelling  over  a  magnificent  plateau, 
perfectly  level,  wo  made  our  cinirse  to  the  Yellow- 
stone-, north  80  degrees  west — west —  then  due 
souih. 

Approaching  tliC  Missouri,  we  leave  the  plateau, 
and  enteri  )g  a  broken  country,  travel  down  sijc- 
eossive  valleys  until  we  reach  the  Missouri  at  this 
[>oint;  I  have  no  hesialion  in  pronouncing  thi'  route 
from  St.  Paul  to  this  poiot,  tke  U^t  emigrant  road 
for  ihc  same  distance  lov.ards  On^gori,  of  any  road 
now  travelled. 

We  came  through  wiili  12  fourho^se  mule  wa- 
gons, not  one  of  which  was  bioketi,  nor  were  we 
compelled  to  detach  the  muhs  in  descending  any 
hill,  or  employ  extra  teams  in  ascending  one.  It 
is  a  first-rate  route  for  a  railroav! ;   granite  aud  li- 


mestone are  to  be  found  In  sufBcint  quantities,  and 
inexhaustible  supplies  of  the  best  gravel.  There 
are,  no  doubt,  coal  mines  of  good  coal  upon  the 
route ;  specimens  of  several  pound  wei^^tit  were 
found  in  many  of  the  ravines  near  the  Moose  river, 
and  also  upon  the  Cheyenne.  The  summit  level 
between  the  Missouri  and  Mississippi  is  only  1200 
feet 

The  country  from  Sauk  Rapids  to  the  lower 
crossing  of  Cheyenne  river  is  generally  very  beau- 
tifttl;  it  is  a  prairie  country  dotted  over  with  a 
great  number  of  beautiful  little  lakes,  and  crossed 
by  many  small  streams ;  around  many  of  the  lar- 
ger lakes  are  splendid  groves  of  burr-oaks,  and  all 
a  long  the  river  bottoms,  belts  of  heavy  timber ; 
and  at  all  these  points)  is  an  abundance  of  good 
grass.  These  lakes  and  rivers  abound  in  fish  of 
large  size,  of  the  various  species  common  to  our 
waters,  (/.  <?.,  Wisconsin.)  Here  «ire  also  found  mil- 
lions of  ducks,  geese,  swans,  i)elicans,  sand  hill 
cranes,  curlews,  grouse,  and  all  the  varieties  of 
plover;  one  species  seen  in  great  numbers  was  very 
beautiful:  it  is  larger  than  a  pigeon,  body  snow 
white,  neck  and  headlight  red,  wings  jet  black,  bill 
and  legs  very  long,  feet  semi  webbed.  Many  elk 
were  seen,  and  our  Juinters  killed  two;  they  ai-e  a.«« 
large  as  one  of  our  mules,  and  weigh  from  400  to 
1000  pounds. — Saw  many  signs  of  Buffalo,  but  met 
with  none  until  we  rciiched  the  Cheyenne  river; 
here  our  hunters  killed  a  solitary  bull,  led  behind 
by  the  herd.  The  second  day  atlcr  tins  we  came 
among  the  bnfialo;  and  our  hunters  killed  eleven ; 
then  I  tasted  for  the  first  time  what  I  regard  as 
the  most  delicious  of  all  meat,  fat  butialo  cow,  ribs, 
hump,  tenderloin  and  tongue,  not  forgetting  the 
marrow  bones.  Two  days  after  this  we  came  to 
an  elevated  table  land,  crowned  by  lofty  Buttes ; 
mounting  to  the  summit  of  the  highest,  the  scene 
thatburstuwon  our  view  wasenchanting,  wonderful. 

Beneath  us  lay  a  vast  plain  stretching  far  away 
in  the  south  and  west  to  lofiy  hills,  an<l  bounded 
on  the  north  by  tie  blue  hills  marking  the  course 
of  the  Red  River,  80  miles  distant.  And  this 
plain  was  literally  covered  with  butfalo.  As  far 
as  the  eye  could  reach,  it  was  one  black  mass  of 
bufialo.  Hundreds  of  thousands  cannot  express 
their  numbers.  It  was  a  sight  wells  worth  the  dis- 
tance to  behold.  The  train  halted,  while  a  party 
went  forward  to  clear  the  way.  Finally  we  at- 
tempted the  passage,  and  paid  (learly  for  it.  When 
we  had  advancec'some  two  miles,  a  herd  of  five 
hundred  buffalo  charged  directly  upon  our  right 
flank.  A  hundred  guns  were  fired  at  them,  we 
charged  them  in  front  but  made  no  impression — 
they  continued  their  course  and  passed  directly 
through  our  pack  train ;  four  led  mules  and  two 
horses  broke  away  and  joined  the  buflTalo.  Fleet 
horses  were  despatched  after  them,  but  it  was  im- 
possible th  disengage  them  from  their  new  friends 
and  so  we  lost  them. 

I  am  writing  to  you  now  from  our  camp,  half  a 
mile  above  Fort  Union,  on  the  north  side  of  the 
Missouri  River.  There  are  two  forts  or  trading 
posts  here,  situated  upon  a  beautiful  meadow- 
skirting  the  river,  which  is  here  a  mile  wide  and 
filled  with  islands.  The  Yellow  Stone  comes  in 
from  the  south,  one  mile  below  here,  cutting  its 
way  through  high  blufl^  of  yellow  clay,  which 
bound  the  south  side  of  the  Missouri  for  a  great 
distance  below  here. 

I  forgot  to  mention  that  from  Pike  Lake,  100 
miles  from  Sauk  Rapids,  there  were  two  parties — 
one  under  command  of  Lieut.  Qrover,  which  went 
south  of  us,  striking  the  Missouri  200  miles  below 
here*  They  found  a  route  nearly  as  favorable  a-s 
ours,  and  arrived  here  six  days  before  us. 

James  Dott. 


The  Sank  Rapids  arc  in  the  Mississippi  River, 
at  50  miles  about  the  falls  of  St.  Anthony.  The 
Cheyenne,  and  Moose,  Rivers,  mm  into  the  Red 
River  on  the  north. 

The  route  taken  by  Gov  Stevens  is  about  in  the 
latitude  of  Lake  Supufio, .  The  letter  shows  what 
a  mjignificent  expanse  of  territory  is  still  o|)en  to 
our  people  for  settlemont,  on  this  side  of  [the 
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Rogk}  Moiihtaiiis.  1  iiu  luoullj  of  the  Yellow 
Sti'De  must  U;  jioini-  600  miles  from  the  mouiit«iiit«. 
Tlie  couiiiry  iraversetl  by  tlie  expeilition  possess 
»n  excel  diigly  SAliibrious  climat.;  willi  a  very  fir- 
tilo  Hoil,  much  of  whicli  is  usiderhiid  with  cmj 
roeasuns,  a  most  iiii|iortant  fact  in  a  country,  but 
poorly  supplied  with  timber. 

It  will  be  seen  that  xo  obstacles  to  the  easy  con- 
straction  of  a  road  are  met  with. 


Ralli-oada  in  Maine* 

ITLANTtC    &     ST.    LAWRENCE    RAIROaD. 

Comparative  Pcceipts  t»  1852  and  1863. 

1862.  1853. 

June ^lf.,884  13  $27,042  10 

July 18.7'Jl  64  27,896  40 

August 20,9o7  57  33,029  4ti 

c5(i,(il3  21        S87.908  00 
Increase  1853,  for  throe  months.  S31,344  84,  or 
more  than   55   per  cent  over   the  corresponding 
mouths  ill  W'>'\.  \ 

The  Aue:ust  rcciijits  were  at  thej3l«  of  $1,170 
for  each  working  day.  This  more  than  pays  ex- 
penses and  interest  on  all  the  company's  debt.  As 
f.oon  a.s  the  reeeii'ts  are  up  to  SI, 600  fora  working 
day,  tlie  road  wiil  pay  6  jkt  cent  on  its  cost.  Thi- 
result  will  be  reali/.ed  at  a  comparatively  early 
day. 

KENNEBEC  &    PORTLAND  HAILROAD. 

Comparative  Receipl$  in  1852  and  1853. 

185  J.  1853. 

Jnne S9.862  93  $11,956  00 

July 11,978  93  18,221  6(» 

August 12,805  90  16,300  00 

S34,647  76        $46,177  60 
Increase  $11,829  87— for  3  months,  in  1863,  or 

3  J  per  cent  over   the   corresponding  mouths  in 

1852. 

Tiie  increasc'l  receipts  on  this  road  for  the  veai 

ending  Septi  mher,  1853,  exceed  40  |>er  ct.   those 

of  1862.     The  receiijta  in  March  last  were  as  fol 

lows: 

1852.  1863. 

March $11,851  13      $17,102  68 

Increase  $6,251  55,  or  45  per  cent. 

That  of  July  1853  was  52  i>er  cent  over  the  cor- 
responding T»«*tith  of  1^52. 

The  recepts  for  the  K.  &  P.  for  the  vear  end 
ing  Sept.  1853,  exceed  «165,000. 

A  similar  increase  next  year  will  make  the  stock 
of  this  road  a  6  per  cnt  stock. 

The  ciMst  of  this  roatl  is $2,400,00(i 

Interest  on  this .$144,000 

Annual  working  expenses 60,000 

Income  required $20-4,000 

Aetnal  income  in  1843 ,  105,000 

Add  40  per  cent  for  increase 
comiiig  year,  and  the  stock  is 
a  0  per  cent  stock 41 ,000 

$205,000 
The  result  so  far  surpa-sses  our  exi>ectaMons. 

AnOROSCOGGIN  &.KEN.NEBEcRAIbRnADCo.— R.  - 

celiits  for  the  quarter  ending  Aug.  81,  1853,  ani. 

Aug.  31,  1852 : 

1863.  Amount.  1863. 

June....  .... 310,742  16  $11,438  87 

July 11,456  67      14.194  91 

August 12,704  62      16,033  81 

'     .  $34,',i06  45   $11,467  51 

$34,903  45 

Increa-se . . . . : ..$6,664  14 

Tlie  increase  in  the  number  of  passe ngrs  wa> 
2,611,  or  20  4-10  per  cent  on  freight  9  per  cent. 
jvni  on  tlie  receipts  generally  19  4-10  |»er  cent. 
OTjr  the  correapondingquarUTof  lastvrar. — SbaU 


^ifal•  i>«bt     of  <  Mitfuuti  «• 

By  a  Stat,  menl  furnished  by  the  Suite  Treasur- 
er of  California,  it  appears  that  the  total  amount 
of  indebtedness  of  ihe  Slat*:  on  the  20lh  of  Au- 
gust, was  as  follows  : 

Civil  Debt $2,375,645  83 

War  Debt 934,686  96 


Total $3,310,232  79 

STATE   INDEBTEDNESS,    AUG.    20,    1853 CIVIL. 

Bonds   issued   under 

Actof  April  29, 1861  $468,500 

Redeemed 72,600 

$386,000  00 

Bonds  issued  under  Act  of  May  1, 

1862,  .and  Supi)1ementary  Act, 
Due  SchiM)l  Fund   for  land  sold, 

320>^  sections,  at  $1,280 409,920  00 


Amount  bearing  7  per  cent  interest.$2,194,420  00 

Controller's  Warrants   outstanding..      131,315  45 

Temporary  Stite  Loan  Bonds  bear- 
ing 3  per  cent  per  month  inter- 
est outstanding $15,775  00 

Average   interest  due, 

120  Der  cent 18,930  00 

34,706  00 

Interest  on  sales  of  School  Lands 
due  School  Fund: 

Due  July  1,  l!^"'2 $    861.34 

Duo  Januarv  1.  1853....    5.062  83 

Due  July  1,'l.S'.;; 9.791  23 


15,205  40 


ToUl $2,375,645  85 

WAtt. 

12  p  ct.  Bonds  issued  under 

Act.  Feb   15,  1S51 $200,01H>      ' 

Average  inteie>t  due,  (esti- 
mated 27  per  cent.). . .      54,000 

#<254,000  00 

7  per  cent.  Comls  issued 
under  Act  Mav  3  1852, 
April  16,  18-33,  Mav  3 
and  18,  1853 576,45f« 

Average  interest  due,  (e.-^ti- 


mated  6  percent.)...       34,587 


Warrants  outstanding  fund- 
able in  7  per  cent.  Bonds . 


611,037  00 
23,915  12 


.Vmount    of  audited    War 

Debt $891,955  12 

Amount  authorised   to   be 

issu^d    under   Acts  of 

Mav  3,  1852,  Ap'il  Ifi, 

M.iy   3    and  lt<.  1853 616,000  00 

\mount  audited 603' 368  16 


table  lands  SouUi  ol  its  biojte  vmUi  gradual  eiev*- 
lion  of  ten  or  twenty  fret  U)  the  tull"-,  to  the  high- 
lands, at  its  sources  west  of  the  KinGiaiide.  From 
tills  point  the  country  siopis  by  a  gra  Inal  descent 
almost  iniiH-rc»|<tinly  througii  ijie  Moilla  valley  to 
the  plains  around  El  Tas",  and  we^l  (*(  liie  liver 
these  plains  gradually  sIojk;  upwards  to  ilic  table 
lands  between  the  Pecos  and  this  river,  .ind  those 
lands  Hlo|»e  witli  an  equally  gradual  descent  to  the 
valley  of  the  Pecos.  This  valley  is  so  elevated  . 
that  it  is  but  one  or  two  hundred  feet  below  the 
general  level  of  the  table  l?nds  extending  from  it 
to  the  sources  of  the  Colorado,  and  from  the 
sources  of  that  river  to  the  Mississippi,  opfKiite 
Vicksburg;  from  this  pt»int  to  Savaniiah,  railroads 
have  already  been  surveyed  and  c<Hiiplet«d  on 
nearly  half  the  route,  and  what  is  woriliv  of  re- 
mark, these  roads  extend  in  a  line  a'most  due  et-st 
from  the  Misd^sippi  to  the  Atlantic  ocean,  without 
peuetrating  an  elevated  range  of  hills  or  inoua 
tains.  Mr.  Bint<»n,  Gen.  Davis,  and  all  the  states- 
men in  the  Union  may  search  fora  betur  route 
for  the  Pacific  railroad  :  but  in  vain.  Nature  ban 
designated  the  route  on  the  line  of  33  d<pi-ees  as 
the  rm-te  preferable  to  all  others;  and  before  tivo 
years  have  elapsed,  the  iron  norse  may  be  seen 

coursing  throu::hout  its  *h<ile  extent. 

_ I 

Stoniitc^loii  Raii>oa<l. 

The  Annual  Report,  of  liie  Stonington  Railroatl 
has  been  m.ide,  and  furnishes  the  a:incx<  d  >!atis- 
tics.  The  u»c«ipts  of  the  Company  for  the  year 
ending  Aug.  31,  lt53,  have  been  .is  follows,  viz: 

Passengers $144,140  87 

Freight 84,423  60 

.Mail  Service  and  Rents 6.305  75 

Interest 6.701  80 


Balance  yet  to  be  issued $42,631  81 

Roiiie   for  tiie  Paciiic  Kuilroad. 

The    Houston,   Texas,   Tilegraph    states    that 

recent  surveys  have  reveale<l  the  astounding  fact, 

hat  a  belt  of  country  varving  from  ten   to  one 

lundred  miles   broal,   extends  quit-J   across  the 

oontiuenl,  from  tlie  Ailaiitic  to  the  P.-ieitic,  whieh 

s  so  level   that  a  raiiioad  may  be  extended  the 

vhule  distance  wflho-iL  traversing  a  single  moun- 

ain  range.     The  Pacific  Railroad  may  ixfnd  in 

tn  alp  line  from  Sacramento  to  San  Diego,  on  this 

oute,  with  a  littie  difficulty  as  upon  an  open  plain. 

rids  singul.ar  fi  aiure  in  the  surface  of  the  co!itinei)i 

■icms  to  have  heir,  intended  by  nature  for  a  great 

national  ihorougLfare.     The  great   ba::k-hon.'  of 

heNoith  American  Continent  seems  U)  have  bo.-n 

broken  down  on  this  line  to  let  the  Paciflc  Railroad 

..•«ss  gontly  over  if.*  The  greai  chains  of  the  Al- 

eghatdes  on  the    cast,    and  those  of  the  Sierra 

Nevada  on  the  West  sink  down  on  this  line  to  mere 

'.nsu'.at' d  hills,  and  the  country  slopes  so  gradually 

j'.tiiii  the  Summit  lando,  Ea.it  ar'd  West  of  the  Mis- 

iis.slj»]d,  tliat  the  rivers  along  this  liiie  run  in  nearly 

■asierly  or  wesf<"-'v  direcfi'^ns.     On  the  western 

side  of  t.e  00.11m  t  tbt  Qi a  river  runs  Amo-»t 

due  west,   a  dhsianje  of  fJ\«  hundred  mile^:,   and 


Total $210,671  98 

Damages  and  right  ot  way  paid  by 
the  Hartford,  Providence  and  Fish- 
kill  Railroad  Co 22,500  00 

Balance  on  h.-ind  August  31 ,  1852 31,822  79 


ToUl $294,894  77 


The  expenditures  have  been 95,810  92 

Interest 33,869  50 

Extension  Road  Bonds  paid  during 

the  year 11,000  00 

Six  pCt.  Mortgage  Bondfe   purchased 

by  the  Company 67,574  87 

Dividends,  November  and  May 75.240  80 

Dividends  unclaiiued  la--t  year 2  50 

Balance  on  hand. 21 .396  18 


Toul $2'.t4,8;'4  77 

Since  the  last  ai.onal  ststienmj!,  tho  debt  of  the 
Couii>any  has  been  reducid  $40,8"0. 

The  entire  iTidebtedness  of  the  Company  un  the 
3l8t  August,  1853,  was  as  follows; 
Six  pCi.  mortgage  bonds  out^taiiding    .  .'^■:i01,700 
Purchased  and  now  held  by  the 
("ompany,  viz 
Agaiast  Extension  Road  Bonds 

unpaid «r41,000     . 

As  Smi>lusFnnd 65,000 

$106,000 


Total. $467,700 

During  the  past  year  the  trains  have  rnn  over 
131,968  iniies,  have  carried  218  722  passengrs, 
and  have  t  aiiSiKvted  W,321.769  lbs.  ».f  freigl'.t.' 
Near.y  one  half  of  the  large  excess  <»(  rec-JpT*  the 
past  vear  arises  from  the  l<«cai  bu.-^iness.  Tlie  re- 
lUrns^of  the  four  weeks  which  have  •  lapsed  sinct? 
the  chising  of  the  anr.nal  acconnts  shovt  a  con- 
tinued incrca.se  in  our  receipts  from  passengers  a:Kl 
freight,  the  amount  beh.^  S27,602  32,  against 
$20,342  16  during  the  correspouriins^  peiio<l  vf 
last  year.  Nothwithstanditg  tiie  extrem'dy  low 
rates  of  i"are  and  i'reight,  ^vhicij  i  or.linued  for  five 
months,  vi2 .  from  tlie  niidiUc  of  (Jcutbvr  to  the 
middle  of  M.Hrcii,  the  inr<>mj  for  tfac  year  ex- 
Ci  ©ded  that  of  the  previous  year  $30,762  1S>  The 
Directors  say ; 
•'  We  have  no  teason  to  loo';;  for  any  pedurtion 


1.. 
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of  prices  for  the  coming  year;  and  an  examination 
of  the  returns  now  submitted  will  show  that  we 
are  fully  justified  in  expressing  our  Ixjlief  that  you 
will  receive  regular  dividends  of  at  least  six  p.  ct. 
per  annum  hereafter." 


American    Uallroail  Journal. 


Saturday,  October  •,  18S3< 


Rew^  Car  Axle. 

We  were  shown  some  time  since,  the  model  of 
a  car  axle,  invented  by  Mr.  Josiah  Copley,  of  Kit- 
tanning,  Pa.,  intended  to  avoid  the  ft-ictiou  pro- 
duced by  wheels  held  to  the  ordinary  axle,  and 
running  upon  curves.  We  did  not  allude  to  it  at 
the  time,  &s  we  were  aware  that  many  plans  have 
Ijeen  proposed  for  a  similar  purpose,  and  that  all 
have  failed  of  realizing  practically  useful  results. 
Mr.  Copley  has  since  however,  fltt»!il  up  a  car 
•with  his  axlos,  and  run  it  over  the  Clcvelainl  and 
Pittsburgh  road.  The  results  jndioatcil  by  the  test 
exhibited  with  the  urdiuary  a.xles  a  differeuee  of 
22  percent,  in  the  power  H'qulred  to  haul  the  car 
through  a  certain  curve  on  the  roail,  and  upon  the 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  SIOO. 


NAME  OP  COMPANY. 


Atlantic  and  St.  Lawrence.  . .  Maine. 

Androscoggin  and  Kennebec. .  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manche.st^-r  and  Lawrence.. . .  " 

Nashua  and  Lowell " 

Port-snioutli  and  Concord " 

Sullivan " 

CoiUH'cti(Ut/;uid  Pitssumpsic . .  Vti 

Rutland " 

Vermont  Cuiilral " 

Vennont  and  Caniula " 


2L 

o 
a 

I 


Eastern , 

Fall  River 

Fiti;liburg 

New  Bedford  and  Taunton. 


straight  line,  while  with  the  new  a.xles  hut,  1  1^^   ^\ZIZhI\1\^^^^^^  " 

cent,  of  difterence  was  shown  in  going  tlAnugh  the  \  Boston  and  Lowell. . '. '.  .. ..  ..  Mitss. 

same  points.                                                                          Boston  .ind  Maini- " 

This   result,    if  eurrcctly  ascerUined,   sh(iws\-i  |  ^**'*'''^" -""^  '*'"^ '''''"'■'' ," 

great  merit  in   the  const  ruction  of  the  n.-w   a.xles,   5*"""'!'  "!''!  ^""f '***"' ", 

'   Cap4;  C<rI  branch ' 

and  it  only    becomes   a  (juestioii  of  f.i.noniy  to   Connecticut  River  " 
know  if  this  savins:  will  pay  the  extra  cost  of  mak- 
ing them.     The  axle   consists  of  a  stiai-lit   solid 
spindle,  running  the  whole  length  of  a  stout  lube, 

and  turning  freely  in  it ;  one  wheel  being  secured   \oifoTk  County 

to  each  portion.     A  pin  in  the  sid^  of  the  tube  en-  ,  Old  Colony " 

ters  a  groove  turned  around  the  solid  spimile,  and  '  Taunton  Branch " 

prevents  lateral  motion.     Further  exi)erience  will   Vermont  and  Massjichusetts . .  " 

,  »        •       .1       1       I  •!•»         J      ^  ^      .•  .^.  1       1  Worcester  and  N;ishua 

:    «letermine  the  durability  and  safety  ot  these  axles.    w..^f,,,.,  i< 

~                    r                              I  Stoningtt>n R.  L 

MlehtKan.                                       Providence  and  Worcester. . .  "' 

Two  important  railroads  have  just  been  placed    Canal  Conn 

nndcr  contract  in  this  state :  the  Oakland  and  Ot- 1  Hartford  and  New  Haven " 

tawa,  and  the    Port  Huron  an<l  Lake   Michig.in.    Housatonic " 

The  former  extends  from  Pontiac,  Uie  ti rniinus  of   '|int'y>fl,  P'*>v  and  Fi'^hkill . .  '' 
,,     ,,      .            ,    .    ^        ,    ..               ,.                 .  New  London,  Wil.  and  Palmer 

the  Pont.ac  road,  to  Gran<l    Haven,  a  di>tance    ot  ,  ^^.^^  york  and  New  Haven. . .  " 

about  184  miles.     The  latter  from  Port  Huron, op-   Nau^atuck "' 

l)08ite  Port  Sarnia.  to   the  san;«  place,  a  distance  i  New  London  and  New  Haven.  " 

of  UOO  miles.     The   former  is  to  cost  a;J>,(HX)  per  '.  Norwich  and  Worcester 

•i„     Ti  „  !„♦»«..  itMoAiiA     Ti  .if     I  Buffalo  and  New  YorkCitv.. 

mile.     Ihe  latter  S40,000.     H'^  contractors  for  |  e^„.^,^_  (-.^,^,.„„  ^^,^  ,,  York.  ' 

the  latter  are  C.  S.  Gzowski   and  A.   T.  Oalt,   of  Buf{;.^io  and  State  Line ' 

Canada.    This  road  is  the  direct  continuation  iccst  Canandaigua  and  Niagara  F. .  ' 

of  the  Grand  Trunk  line  of  Canada.   G.and  Haven  !  Canandaigua  and  Elinira ' 

i   on  Lake  Michigan,  is  directly  oi.posite  Milwaukee  '  ^;ayu^;a  and  Susciuchanna . . . .  ' 

i                              '='_^ 1__  _                              ;  En.-,  (New  York  and  Erie)...  ' 

I             ,                .  _.                    .....                !  Hudson  River ' 

I               Imcreaaen  Cliarguaoii  n.allro«<l>.               '  ir    -1  >  < 

itg  The  Hudson  River  and  Harlem  railroad  conipa-   l,',„o-  island "  ' 

r"  nies  now  charge  jr'J  to  Ail>ar)y.  Tiie  Erie  are  about  |  New  York  Central ' 

to  add  50  cents  to  their  through  fare,  and   put  up  \  <  >gdensburgh  (Northern) ' 

local  fares  to  3  cents  per  mile.                                  i  Oswego  and  Syracuse. . .  '' 

^                                                'Plattsbuvg  and  Montreal " 


NY. 


Share  aud  Bfoiiey  Alarlcet. 


!  Rensselaer  and  Saratoga . 


Rutland  and  Washington . 


There  has  been  no  improvement  in    the  money  |  Saratoga  and  Washington . .'.'.'      " 

market  since  our  last.     It  has  been   tight  for  the   Troy  and  Rutland " 

whole  week,  with  an  increasing  stringency  toward  |  Troy  and  Bostoih 
its  close.  On  call,  money  has  been  tolerably  plen- 
ty, but  the  disinclination  to  enti-r  into /"/(^^  con- 
tracts is  almost  universal,  and  loans  and  paper  can 
be  negotiated  only  at  high  rates.  Thi-  present 
stringency  must  in  time  cur.'  itself,  as  it  must  tend  j  Cumberland  \  alley. 
I      u    11  .•  T'     . »;       ^.-..     I  o    I  .„  i  Erie  and  North  E;ust 

tu  cheek  all  operations.     Too  pnr-  ot  st...ks    has  ,  Harrisburgh  and  Lanciist^-r. . . 

\ii:tn  considerably  affected  by  the  scarcity  of  mo-;  pi,iladelphia  and  Reading 

•iy,  but  not  so  much  as  might  have  bee»i  expect- '  Philad.,  Wilmin|;ton  and  Bait, 


Watortown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  E.s.sex "" 

New  Jersey " 

New  Jersey  Central 


Prnn. 


150 
65 
72 
51 
20 
93 
35 
54 
82 
24 
16 
47 
26 
61 

120 

117 
47 
51 
.24 
2H 
8:5 
5:; 
09 
28 
62 
75 
42 
66 
20 
26 
45 
12 
77 
45 

155 
50 
40 
45 
62 

iio| 

50| 
66 
61 
62 
55 
64 
91 
132j 
69! 
50 
47 
35 
464 
144 
130 
95 
604 
118 
36 
23 
26 
60 
41 
82 
39 
96 
65 
45 
31 
63 
66 
20 
36 
96 
98 


"S 


2  S 

o  a 

o  ^ 
0*0 

H 


1,538,100' 

809,8781 

870,  <41 

1,. 355,5001 

285,747 

1,649,278 

1,485,000 

2,078,625 

3,016,634 

717,543 

600,000 


2,973,700 
1,016,600 
800,000 
123,884 
341,100 
622,200 
none. 
720,900 


"I  • 

•0    t-    ^ 

Mo*' 


tUD.S 

£  « 
is  o 

V  — 

5z; 


o 

hi 


r    a 

V 

i  2 


OQ 

o 

s 

•c 


6,150,278 
2,004,458 
2,180,000 
1,459,384; 
713,605 
2,540,217! 
1,485,000 
3,002,094 


none. 


1,097,600 
2,480,00i» 
8,.'i0(»,000' 
l,500,tK.K) 
:'.92,000 


560,0001 
2,429,100| 
3,500,000! 

7oo"666i 


264,748  113,520  none  85 
140,561   80,053  nonej  86 

133,338 none  45 

208,669 6   984 

23,946   11,256  nonel  40 
150,538   79,669  none'  86 
305,805  141,836  8  ;107j 
287,768   55,266  6   47  i 
328,782  163,076  5   54 i 

.......1 6i.<    90 

132,646|      61,513   8  '    y4i 


651,214 

1,400,000 

673,500 

1,745,616 

5,577,467 

12,00t\000 

1,500,000: Leased  to|the  Vt.  C 
Recently  opened. 


495,3<.»7l  26r.,53!t 


none 
none 
none 


16 

38 
none  25 

m 

99 


1,830,000 
4,07C.<i74 
.'!,160,;J0(l 
4,'')fM>,(MX» 

421,2'.t5 
1,601,100 
2,850,000i 
1 ,050,000! 
3,540,00<i' 

500,000 

547,015i 
1,964,070 

250,0001 
2,140,536 
1,1.34,000' 
5,150,000 


150,000i 

390,000j 

425,000! 

171,8001 

193,5001 

500,000| 

none. 

112,305 

none.  \ 

819,743 

282,3001 

none.  [ 

1,001,5001 
171,210: 

6,319.520i 


1,995,249 
4,092,927 
3,546,214 
4,845,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,623,073 

520,475 
1 ,245,927 
2,293,634 

307,136 
3,203,333 
1,321,945 
9,953,769 


1,467,6001 

i 

3,()6o,66o' 


300.000 


472,000 


1,731.498 


2,500,000 
' iln  progres 

558,861   800,000'  1,511,111 
3,<H»0,000  1,641,000  4,978,487 

926,000   440,000 

750,600:  650,000 
2,121,110!   701,600, 

900,fKX>j  1,550,000 


879,636 


425,609 

687,00f» 


872,000 


682,400 
400,000 


1,380,610 
2,596,488 
2,550,600 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 


9,612,9nr,i24,003,866'31,.301,806 


3,740,515 

4,725,250 

1,875,148 

22,858,6001 

1,579,969! 

.350,000' 

174,042' 

610,000 

850,000 

899,800 

237,690, 

430,936; 

1,011,940 

1,500,000 

1 ,022,4201 

2,197,840 

986,106 

1.184,500i 


7,046,39510,527,654 

977,463  6,102,935 

516,246'  2,446,391 
2,111,824! 
2,969,760' 

201,500 

131,000 
26,000 

400,000 

940,000 

100,000! 

700,000 

650,000 


5,133,834 

607,803 

349,775 

774,495 

1,250,000 

1,832,946 

329,577 

1,043,357 

1,693,711 

4,327,4<»*' 

l,220,326i 

3,245,7201 

2,879,880| 

1.265,143! 


388,108 
659,001 
4r,9,f)56 
758,819 

60,743 
229,004 
488,793 
229,445 
574,574 
164,230 

67,251 
.322,213 
137,406 
218,679 
162,109 
1,339,873 


263,690 


600,408 
329,041 
69,629 
114,410 
806,713 


Recently 

267,661 

Recently 

Recently 


130,881 
3.'.8,215 
227,434 

;;;;;  1,296 

30,066 
72,028 

241,017 
99,589 

232,787 
43,950 
23,415 

101,610 
24,399 
18,648 
66,900 

683,194; 


ent. 
none  — 
none 

7>^  94i 
7   1031 

6  85i 

7  101 
2K  40 
6   55 

7K  S^i 

8  "  106t 
6   95 

7K  11" 
none  60 

none!  92} 

O     •  ■  •  • 

none:  17 

4K  5« 

■  98 

63i 


6>^ 


I 


139,614  6 

10  .... 

332,223  none  122 
168,902!none  . . . . 
none'.... 


428,1731  7  103 


opened.  ' 
116,965j 
opened. 

opened. 


none  46 

4>2  52 

none  85 

none!  65 

,180 


76,760 
74,241 


39,360 
23,496 


none!  68 
none^ . . . . 


3,637,766!1,691,623! 

1,063,669  338,783; 
681,446  324,494 
205,0681  44,070i 


none 
6 


480,1 37  i  196,847, 
90,616!  43,609| 
Recently  lopened. 

213,0781  96,737 
Recently  lopened.  1 
I  173,545;  135,017; 
Recently  !opened.   ; 


771 
704 
661 
none'  304 
....!llU 
none!  294 
4  !  70 
none, .... 


128,000 

476,000 

1,600,000 

13,000 

60f>,000! I      750,000 

783,9501  688,061 :  1,609,494! 
6,656,332110,427,80017,141,987 
8,850,000'  2,403,276,  6,818,839' 


Recentiv 
225,152 

1, -^88,385 
149,941 
603,942 
260.899 
118,617 

Recently 
200,2^49 

2,480,626 
ePT  7.Sft 


opened. 
116,7061 
478,413 
79,262 
316,2591 
124,7401 
76,890 

opened.  ' 
106,932 

1,251,987 
383,601 


none   30 

....i  33 
nonei .... 

8    !ioo 

10    il60 

4     I.... 
10     1148 

6  .... 
....  125 

8     

7  804 
6        774 


,  .  V 


w 
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Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY. 


c 

o 
n 


5 


Pennsylvania  Central Penn.  250  9,768,156 


Philadelphia  and  Trenton 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna. .  " 

Alexandria  and  Orange Va. 

Manassas  Qap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Pct<^rsburgh . .  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  TcMines.sce " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 


30 
47 

381  9,188,300 
38  1,650,000 
67 
65 
27 
64 
73 
22 
76 


Charlotte  and  South  Carolina.  S.  C.  110 


769,000 

1,372,324 

685,000 

1,000,000 

62  il, 328,722 

107^1,400,100 

O0J3,OOO,OOO 

32!    180,000 

161    1,338,878 


V 

5 
U4 


6,000,000 


9,827,123 


140   1,004,231 


242  3,858,840|  3,000,000 


191  3,100,000 
211  4,000,0001 
101  1,214,283 

71 

50 


586,887 


Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Gu. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss.    60 

East  Tennessee  and  Georgia.. Tenn.    80;    836,000 
Nashville  and  Chattanooga.  . .     "      125  [2,093,814 

Covington  and  Lexington Ky.      38  1,430,150 

Frankfort  and  Lexington "        29  i    367,218 

Louisville  and  Frankfort "     ]  65 

Maysville  and  Lexiington "      

Cleveland  and  Pittsburgh ....  Ohio.  100  11,239,450 


173,867 
200,000 

"  "56.3,666 
800,000 
446,036 

1,600,000 
120,000 

1,134,698 


300,000 


93 
33 
88 


776,259 
879,868 
688,611 


Cleveland,  Painesv.  and  Ash.. 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  •' 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...  " 

Ohio  Central " 

Ohio  and  Mis.sissippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley...  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine 

Lawrence  burg  and  Ind 

Lafayeti«  and  Indianapolis. . .  " 

Madison  and  Indianapolis ....  " 

Peru  and  Indianajwlis " 

Terre  Haute  ami  Indianapolis  " 

Rock  Island  and  Chic.ngo " 

Chicago  and  Mi*isissippi " 

Illinois  Central 111. 

Galena  and  Chicago 
Michigan  Southern . 
Michigan  Central.. 

Pwiflc Mo. 


135   3,027,000 
46  ' 
61 


60  1,694,000 
310,666 


40 
20 

36    

31    

37    

84  12,370,784 

...,|   900,000 

167  2,387,200 

57 


187 


1,760,700 


87  552,000 
54  1,092,137 
31 


« 


131 

'  83 


62 
88 
40 
72 


306,187 

1,214 

168,000 


150,000 

400.666 


541,000 

850,000 
1,100,000 


1,371,000 

'  40*8,266 


906,000 

650*666 


1,000,000 
1,767,000 


2,460,000 


800,000 
119,600 


2  a 

O   S 
-  i 


as 


4S  u 

1^  >. 


bX>4 

S5 


13,600,0001,943,827 


19,542,3071,826,563 
1,650,000;    348,622 
413,673 


617,626 


o 

.0 


G 
V 

> 

5 


616,384.  7 
216,237  8 
152,636  . . . 


72,370 


X 


«9 


98 


108 
6U 


In  prog. 
In  prog. 

1,163,928'  227,693 
I"  F>rog.  I •.. 

1,100,0001  122,861   74,113none! 

1,531,238,  254,37ij;  113,266 
In  prog. 
In  prog.  I  176,485i  74,902;none 

In  prog.   j Inone 

41G,5.S2'  89,776! 12 

2,905,574;  610,0381  153,898'  6 


J- 


105 


In  prog.  ' I '. 

7,002,396X000,717j  609,71l|  7 
In  pros.   I i 

3,-378132'  945,508  608,626 >  8 
;  934,424'  456,468  7>^ 

1,596,283  296,684 1  153,697;  9  * 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  [irog. 

1,330,960 


129,396|      71,636|  8 


173,542      76,079:  8 


In  prog,  j 
In  prog.  I 
In  prog.  I 
684,902 


87,421      44,250; 


In  prog. 
2,963,756, 


194,429;    123,306,  6 


3,655  ,OOCi 
2,000.000 


777,793;    483,45412 


2,600,000    321.793;   200,967; 

In  prog I ' 

925 ,000  Recently  [  opened,    j 
In  prog : ; 


In  prog. 
2,634,157 
1,856,000 
4,110,148 

In  prog. 


126 
115 
169" 


80 


93 


125 

98 


103 

72J 
80 


ro 


526,746;    314,670   10   llOi 
'5*40,5181    113,461]  '.'.V.\  '95' 


In  prog. 


Recently 


opened. 


1,317,140  Recentlv  ojiened.    ! 

1,257,714    237,606    135,363    15 
In  prog : 


Recently  opened. 


1,650,000 
"632,887! 
1 1 3  j2  "460,666!  4 ,060,666 


jIn  prog ^ 

Recently  opened.    ' . . . , 
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ed.    The  extraordinary  efforts  to  sustain  a  few  ! 
leading  stocks  has  had  an  effect  ujwn  the  whole  J 
market.     Should   these  be  discontinued,  a  fall  i» 
very  probable.      First  class    bonds  and  stocks  M 
are  not    materially  aflected.       The   receipts   of 
our  railroads  show  a  very  large   increase  over  a 
similar  period  for  the  past  year.     Business  of  all  I 
kinds  is  very  active  and  prosperous.  For  a  more  I 
detailed  notice  of  the  stock  and   money   market,; 
we  refer  to  our  review  for  the  week.  j 

The  following  is  the  company  bank  statement 
for  the  week  ending  Oct.  Ist.  j 

Sept.  24.  Oct.  1.      Increase.' 

Loans $90,079,877  $90,095,497  S15,602 

Specie 11,346,486  11,232,112*114,874 

Circulation 9,478,694  9,521,486     42,791 

Deposits 58,339,400  57,968,607  ♦370,793 


*  Decrease.  '  I 

Thursday. — The  stock  market  opened  this  morn- 
ing with  great  buoyancy.     Erie  advanced  4  per  ci. 
selling   at  803*4.     Hudson  River  was  one-half  jier 
cent,  and  Hark-m  three-fourth  better.     There  was 
generally  a  very  active  market,   at  improved  pri- 
ces.    Late  in  the  day,  however,  the  news  by  the 
Washington  became  known   in  the  street,  and  pri- 
ces fell  off  very  rapidly.    The  greatest  decline  was 
in  Erie,  which  again  went  to  78>«;.     The  foreign 
new^  was  regarded  as  unfavorable.     The    English 
stock  and  money  market  was  i-ei>ort<;d  in  a  fever-  ' 
ish  state,  almost  aj)proaching  a  panic,  and  it  was 
expected  that  the  Bank  of  England  would  increase  | 
the  rates  of  interest  from  four  to  five  per  cent,  the 
high  rates  already  esfablislied  not  having  had  the 
desired  eflfect,  to  prevent  the  exporUtion  of  sotd.  i 
The  increased  pros{)eci  of  an  Euroin-an  war  has  a  1 
tendency  to  produce  a  pause  in  all  kinds  of  busi- 1 
ness,  so  that  certaioty  in  either  direction  « ill  uu-.  j 
doubtedly  exert  a  favorable  influence. 

fViV/rty  — The  stock  market  opened  dull  to  day. 
Erie  Mas  heavy  at 78,  but  improved  at  the  second 
Board.  Hudson  River  sold  at  71,  Reading  at  881  j, 
Harlem  at  0%}'^.  Coal  shares  were  Iwavy.  Money 
was  easy  on  call,  but  difficult  to  be  had  on  long 
time. 

The  North  Carolina  loan,  of  S500,000,  sold  to- 
day, was  taken  by  F.  S.  Lyon,  agent  for  the  sUte 
of  Alabama,  at  103.  There  were  numerous  other 
bids,  at  about  the  same  figure.  They  were  purchas- 
ed for  the  purpose  of  investing  the  funds  uf  the 
Bank  of  Alabama,  held  intrust  for  the  redemption 
of  the  state  debt,  due  in  1863.  i 

Saturday. — The  sales  at  the  Stock  Exchange  dif-j 
fend  little  from  yesterday.  The  tendency  of  pri-! 
ces  was  generally  downward.  Erie  fell  to  77^; 
Hudson  River  sold  at  70;  Harlem  at  58  :  Read- 
ing at  82)^  ;  other  fancies  were  generally  heavj-.i 
Crystal  Palace  sold  at  80 ;  New  York  Central  soldi 
at  l\l\'4.  A  sale  of  »o0,000  6  per  cent  bonds  of 
this  company  was  made  at  93  and  93 J.  The  mar-| 
ket  for  exchange  was  steady  at  9  to  9I4.  Th«] 
decline  in  the  Central  stock  is  attributed  to  the; 
failure  of  A.  J.  .Ieix>rae,  who  has  been  a  large  ope- 
rator in  it.  l 

JMiiiutuy. —  The  Sto«-k  market  showed  a  very 
decided  improvement  this  mnrning.  Erie  went  t^ 
80?g  an  improvemeni  oi  nearly  3  \tfT  cent,  Hudsoni 
River  advanced  i.^'  per  cent;  Harlom  K^  ;  Reading 
}.<2;  nearly  all  the  Im»81  of  fancies  improved.  Theyl 
all  appear  to  take  their  cue  tVoiu  Erie.  The  fluc-t 
tuations  of  this  stock  are   very  ^reat,  and  it^ 
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market  prices  socra  to  have  no  reiuUon  ami  real 
value.  Tho  ])artie-j  who  liavo  it  in  charge  appear  t<> 
have  th«'ir  own  way  and  put  It  up,  or  let  it  drop,  to 
suit  their  scheiins.     h   ifs  evidently  the  stro':;;e,-t 
combination  ever  formed  for  tlio  purpose  ofbiiUiiie 
the   road  and  evidently  controls   the   cask  stock 
They  have  the  insi<lc  track  in  the  management  oi 
the  company.   Oa--  object  ia  taking  no  iar;;;c  (|Uaii 
ty  of  the  stock  at  the  present  time  appears  to  be, 
to  control  the  choice  of  directors  at  the  coming 
annual  election.     It  is  doubtless  very  agreeable  to 
the  public  to  have  the  titock  carried  to  a  high  fig- 
ure, but  we  question  very  much  the  propriety  of 
speculations  in  it,  carried  on  by  the  leading  oflBicen- 
and  directors  of  the  corapanw    It  is  for  their  in 
tsrest  to  manage  the  affairs  of  the  company  wfll. 
bat  tliey  may  think  it  for  their  interest  to  do  thing> 
quite  adverse  to  those  of  the  stockholders.  OflScer.-- 
of  railroad  companies  ought  not  to  place  them 
•  ?lves  in  a  position  where  they  may  have  any  temp- 
tation to  do  wrong.   Kvory  body  now  censures  th' 
pant   by  the  praises  so  lavishly  bestowed  on  tht 
pre$ent  management  of  the  company  for  the  numer- 
ous reforms  which  are  claimed  to.  and  we  have  no 
doubt  have  been,  efffected.    Many  of  these  abuws 
undoubtedly,  arose  from  a  collision  of  private  in 
terests  and  those  of  the  stockholders.   No  one  tiov. 
believes  that  the  early  dividends  paid  by  the  com 
j>any  were  earned.     These  were  made   to  bolstei 
up  the  stock.     We  do  not  suggest  that  such  is  tht 
motive  of  the  present   ilividend,  but  wo  do  say, 
that  the  present  managers  have  precisely  the  sami 
inducements  to  declare  an  excessive  dividend,  a^ 
their  predecessors.    Where  there  is  this  bias,  tht 
public  will  very  naturally  distrust  the  statement- 
put  forth,  oven  should  there  be  no  real  ground  foi 
suspicion.     The  presumption  i-s,  that  there  is  such 
ground.   The  Erie  always  ha.s  been  a  tyxt  for  spe- 
oulalors,  and  so   ion;;  as   the  principal  financia 
agents  of  the  company  head  a  movement  eithei 
for  putting  the  stock  ujj  or  f^own,   they  must   ex- 
pect to  sec  the  statements  put  forth  under  theii 
sanction  received  with  many  grains  of  allowance. 
There  is  goo<l  reason  for  such  distrust,  although 
the   result  may   show   it  to  have   been   without 
foundation.     Such  statements  are  tainted  by  the 
known  interest  of  the  party  making  them,  and  in 
the  case  of  this  very  company  it  is  now  seen,  fliat 
ones  similar  to  those  now  put  forth  were  entirely 
erroneous. — Whether  the  discrepancy  between  the 
statement  and  the  fact,  was  accidental  or  designed, 
the  public  must  judge  for  themselves.     It  ia  the 
great  misfortune  of  this   company  that  its   man- 
agement is  not  entirely  committed  to  parties  who 
are  in  no  way  concerne«t  in  operations  in  the  stock. 

Tuesday. — The  market  opened  dull  this  morn- 
ing for  fancies.  Erie  declined  ^  Hudson  river 
improved  about  1  i)er  cei^.  Coal  stocks  were 
heavy.  Money  was  more  in  demand  at  high  rates. 
The  general  tone  of  the  market  was  very  flat. 

Wednesday. — The  market  continued  downward 
to-day.  Erie  was  dull  at  78^:^.  Most  of  the  stocks 
fell  off.  Hudson  River  a  half;  Harlem  a  half; 
Reading  sold  at  82.  In  exchange  a  largebusiness 
was  one  at  from  9  to  10,  with  f*i\x  sales  over  9^. 
There  was  an  active  demand  for  money.  First 
class  p^-er  cannot  bo  quoted  at  less  than  12  per 
cent.  There  are  urgent  demands  for  railroad  pur- 
poses, which  with  the  dull  market  for  bonds,  In- 
creases the  stringency.  The  steamer  of  to-day 
took  out  S7%,760  in  speci*. 


Th"  Imports  at  New  York,  as  made  up  at  the 
Custom-lii  tise  for  the  month  of  September  were: 

Dutiable  Oo<m1s 814,791,084 

Dutiable  Oood.s,  warehoused 1,577,868 

Fr-.e  628,290 


Total  for  September , 
Total  for  Sept.  lSo2  , 


,.$16,996,682 
..    12,553,000 


Incivaso 84,443,682 

For  lite  nine  mouths  of  the  year,  the  compaiison 
stands  thus : 

IMPORTS  or  FOREtON  OOOD8  AT  NEW  YORK. 

1553.  1852. 

January $13,408,000  SI  0,907 ,000 

February 17,368,000  9,139.000 

March 19,166,000  12,063,00(1 

\pril 14.32ti,000  10,639,000 

May 14,332,000  7,389,0<  '0 

Fune 17,346,000  9,330.00<» 

July 20,078,000  12,892  000 

.\ugust 19,682,000  15,262.00(1 

September 16,997,000  12,553,000 


Total,  9  months. .  .i?] 62,693,000      S100,l  14,0-0 
Increase 52,679.000 


S152,693,000 
There  was  entered  for  the  month  of  September 
in  Foreign  Specie,  !$290,02C. 

The  Exports  of  Domestic  Produce  from  this  port 

Ot  the  month  of  September,  were 55,579,088 

•September,  1862 3,2«*9,000 


Increase $2,290,088 

For  the  nine  months  of  the  year  the  comparison 
stands  thus : 


EXPORTS    DOMESTIC    PRODUCE    FROM 

1853. 

January $2,995,000 

February 3,325,000 

March 4,705,000 

.April 4,224,000 

May 4,166.000 

June 5,057,000 

July 4,883,000 

.Vugust 4,510,000 

September 5,579,000 


NEW    YORK. 

1852. 
5^,419,000 
3.853,0U(( 
'  4,813,0()0 
4,244,000 
4,250.000 
3,566,000 
2,9(J6,00(» 
2.341.00(.) 
3,289,000 


Total S39,474,000      $30,741,000 

Increase  9  months  this  year 8,73:j.000 


Total $3<j,474,OO0 

There  was  re-exported  in  September,  in  Foreign 
Goods,  the  value  of  $590,128. 

The  following  table  will  show  the  Coinage  for 
the  first  nine  months  of  1863: 

First  eight  months.  Sej)teraber.       Total. 
Doub'e  Eagles  820,063,780 $3,3nl, 940 $23,576,700 

Eagles 1,386,760       276,140      1,661,90(1 

Half  Eagles..  1,140,120  176,825  1.316,945 
Quarter  Eagles  2,598,325  151,845  2,761,170 
Dollars 2,601,338        294,848      2,890,186 


Total  Gold . .  $27,779,333  $4,221,698  $32,000,601 

Dollars .......  39,000  39.0(K) 

Half  Dollars . .  996,(W4  249,000  1,244,004 

Quaiter  Dollars  1,757.555  376,000  2,633,556 

Dimes 318,501  90,000  403,601 

Half  Dimes...  161,261  36,000  198.261 

Three  Cents . .  388.660  338,660 


Total  Silver    $3,604,861  $1,260,000  $4,864,861 
Copper  32,718  3,100  36,818 


Gold,  Silver  & 

Copper $31,416,882  $5,474,698  $36,891,580 

GoldBarsCast      3,444,119        8,484,119 


Total $89,861,001  $6,474,698  $45,822  099 

Id  1862 82,771,378    4,879,760    37,6ul,139 


Incr.  this  year  $7,139,622    $594,937   $5,784,660 
The  ntimber  of  pieces  coined  in  September,  1853, 
was  649,666,  of  which  584,662  were  gold;  5,602,000 
were  silver,  and,  810,000  copper. 


The  g<)ld  deposits  for  lb 
1852,  and  1853,  were  : 

1851. 

January $3,071,669 

February..,.    3,004,970 

March 2,880,271 

.April 2,878,353 

May 3,269,491 

June 3,687,560 

July 3,127,617 

August 4,135,312 

September. . .    4,046,797 


e  first  9  months  of  1851, 


1862. 
$4,161  688 
3,010,222 
3,892,166 
3,091,037 
4,337,578 
6,683,474 
4,193,880 
2,671,663 
4,253,687 


1853. 
$4,902,097 
3.548,823 
7,583,762 
4,766,000 
4,3(J5,688 
4,645,179 
3,505,431 
4,512,000 
3,025,000 


Tot.in9mo8.$32,051,942  $34,299,286  $40,763,620 
The  amount  of  gold  deposits  at  the  Philadel- 
ohia  Mint  for  the  month  of  September  is  $3,025,- 
000,  against  $4,254,000  same  month  last  year. 
There  was  also  deposited,  for  recoinage,  $820,- 
500  in  silver.  The  coinage  of  the  mouth  was  as 
follows : 


GOLD. 


Double  eagles 16<>,097 

Kagles 27 ,6U 

i  Eagles 25,366 

i  Eagles .\.   60.738 

Dollars 294,848 


$3,321,940 

276.14't 
176.82^^ 
161,84;. 
294.818 


Total 574,662    .S4,271,598 

SILVER. 

J  Dollars  ps 198.000  sT>'249,(-0t> 

i^Dollars 3,504.000  876.0«iO 

Dimes WMltxJO  90,000 

4  Dimes 70t».o(H)  35,0110 


Total 5,002,000  81,250,000 

COPPER  COINAUE. 

Cents,  ps 310,000        $3,100  W 

The  operations  of  the  sub-treasury  at  this  port 
for  the  month  of  Sept.  were  : 

Receipts  for  Kustoma $4,285,170 

Miscellaneous 490,180 


\  $4,775,350 

Add  balance  Sept.  1 9,031,797 


$13,810,147 
Payments  of  the  month 4,171 ,046 

Regular  balance  Sept.  30 $9,638  101 

Balance  to  credit  interest  fund 89,670 

Calance  to  credit  special  accounts 204,635 

The  receipts  for  customs  at  this  \wTt  for  the 
quarter: 

July  1,  to  Sept.  30,  1853 $13,816,787 

Same  quarter,  1862 10,46»),718 

Excess  in  1853 $.3,350,(j69 

The  September  earnings  of  the  Little  Miami 
railroad  show  about  S40,(X)0  excess  over  the  same 
month  last  year.  The  receipts  of  the  last  6  months 
have  been: 

^852  1858. 

Mav $44,317  19        $50,722  67 

June 43,946  68  64,213  63 

July 46,680  60  61,567  45 

August 60.054  69  62,781  10 

Sept 66,487  83  66,285  04 


Total $239,515  98       $28 1 ,5«J9  52 

Increase  19  ]>er  ct 46,053  44 

The  Milwaukee  and  Mississippi  railroad  receipts 

for  Sept.  were : 

Freight $25,334  86 

Passengers 10,090  68 


Total $36,134  44 

Last  August  the  receipts  were  about  $18,000 
This  is  upon  only  70  miles  of  road. 

The  Erie  railroad  receipts  for  8«pt.  were : 


.J   '  .!..  v.,"  i>    -h.; 
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From  passengem  and  niail S244,282  78 

From  freight 268,402  0^ 


ToUl 512,634  81 

Receipts  in  Sept.  1862 375,176  64 

Increase $1.37,458  27 

The  receipts  of  the  Hudson  River  railroad   foi 

Sept.  1863  were...^ $134,189  10 

Same  month  1862 99,454  97 


Increase  equal  to  85  per  ct $34,624  13 

The  receipts  of  the  New  York  and  New  Haven 
road  for  August  was  as  follows : 

Passengers $80,636  11 

Freights 9,000  OU 


Total 89,636  11 

Paid  Harlem  Road 6,493  43 


Total $84,142  68 

Sept.  1852 <2,009  40 


Increase ....  ...i  ..  .$12,1-33  28 

Sept.  1851 62,381  -38 

Chicago  anil   St.  Lioiiis  Railroad. 

The  Chicago  Advertiser  in  describing  tW;  coun 
try  through  which  the  Illinois  Central  and  Missis 
sippi  River  Railroad  conducts  the  traveler  says  : 

This  road,  running  through  the  most  fertile  and 
beautiful  country  in  the  world,  and  touching  at  the 
towns  and  villages  which  have  sprung  up,  even 
without  those  commercial  advantages,  to  be  the 
most  flourishing  in  the  state,  and  its  termini  at  the 
two  most  important  cities  with  render  it  one  of  the 
most  productive  roads  in  the  Union. — It  will  be  the 
most  direct  rout«  from  St.  Louis  to  New- York  or 
Boston;  and  as  the  navigation  of  the  Mississippi  i." 
seldom  or  never  obstructed  to  Alton,  it  will  be  one 
of  the  greatest  thoroughfiires  in  the  Western  Statfes, 
from  New  Orleans  and  oth<r  points  on  the  Missis- 
.sippi,  via  the  lakes,  to  our  northern  Atlantic  cities. 
On  this  road  and  tributary  to  it,  are  Springfield, 
the  State  Capital,  Jacksonville  and  Monticello,  the 
head  quarters  of  learning  of  the  State,  and  the  lo- 
cation of  our  noble  asylums  for  the  deaf  and  dumb, 
the  blind  and  the  insane,  and  male  and  female  semi- 
naries and  colleges;  and,  indeed,  the  most  beautiful 
and  desirable  inland  towns  in  the  State,  all  sur- 
rounded by  the  most  productive  fjirms  in  a  high 
state  of  cultivation.  It  also  passes  through  the 
beautiful  city  of  Joliet,the  home  of  Governor  Mat- 
te8on,in  which  is  already  the  most  extensive  wool- 
en manufactory  in  the  State,  with  unlimited  ele- 
ments for  mutive  power,  both  water  and  fuel ;  the 
most  beautiful  and  substantial  building  material  on 
the  spot,  and  accessible  by  both  river  and  canal,  as 
well  as  other  railroads;  as  well  as  one  in  progress 
directly  east  toLaporte,  to  connect  with  the  gieat- 
est  thoroughfare,  there,  in  the  Union,  exc  pt  per- 
haps it  may  between  New  York  and  Boston,  though 
ourown  observation  in  traveling  over  them  all  for 
several  years,  and  statistics,  do  not  justify  even  this 
exception. 

The  country  through  which  this  road  passes  has 
been  called  by  all  geographers  and  journalists  who 
traveled  over  it,  tiie  garden  spot  ol  the  State,  and 
of  the  West ;  and  will  support  a  more  dense  pop- 
ulation than  any  equal  amount  of  territory,  which 
will  command  greater  way  travel  and  freight  upon 
this  road  than  any  other  in  the  west,  which  is  to 
all  railroads  the  most  profitable  business.  The  easy 
grade,  the  diroct  course,  and  the  character  of  the 
foundation  on  which  it  is  laid,  will  require  much 
less  power  and  expense,  and  repairs  to  operate  it, 
than  almost  any  other ro.ul  in  the  country;  and  the 
great  literary  and  aofial  privileges  already  estab- 
lished on  a  firm  foundation,  with  its  unsurpassed 
iigricultural,  manufacturing  and  mineral  advan- 
tage?, and  the  salubrity  of  the  climate,  so  soon  as 
they  a-e  seen  and  known,  will  invite  a  flood  of  im- 
migration of  the  iR'st  character  to  improve  every 
acre  of  land  convenient  to  it;  and  wr  venture  the 
prediction  that  it  will  by  one  of  the  very  best  pay- 


ing roads  in  the  country,  as  well  as  furnish  the 
most  desirable  residences,  for  intelligent,  scientific 
and  enterprising  settlers. 

Nbw  York,  Oct.  1,  1868. 
Ed.  R.  R.  Jocrnai,. 

Sir : — You  make  an  error  in  fixing  the  amount 
of  the  capital  account  of  the  Erie  railroad  (in  your 
issue  of  this  date)  at  $30,173  868.  It  should  be 
3;32,303,868.90,  as  per  statement  enclosed. 

You  will  observe  that  in  the  place  marked  with 
a  star  on  the  statement,  there  is  to  be  added  $1,- 
150,000,  and  $720,000,  to  the  old  funded  debt  of 
$18,003,86990,  the  two  amounts  being  the  amount 
>f  the  last  issue  of  bonds.  The  7  and  3  months  in- 
terest mentioned,  is  the  interest  on  the  same  from 
.March  1,  or  the  date  of  their  issue,  making  the 
funded  debt  $20,173,868  90.  As  you  say  you  wish 
to  make  fair  statements  you  should  correct  this 
error  in  your  next  issue.  ' 

A  Rf.ader  of  the  R.  R.  Jovrnal. 

The  error  complained  of  was  the  conclusion  na- 
turally drawn  from  the  published  statement  of  the 
company.  We  supposed  that  the  whole  debt  of 
the  company  bore  interest,  and  consequently  that 
the  amount  upon  which  the  interest  was  paid,  was 
the  measure  of  the  indebtedness. 

As  the  statement  previously  published,  did  not 
present  in  full  the  financial  condition  of  the  com- 
pany, we  give  it  again  in  this  connection. 

Earnings  from  Jan.  1,  to  Sept30...$;i,235,887  24 
Interest  on  the  debt, 

viz:  on  $18,003,- 

868    90  for   nine 

months;    on    $1,- 

450,000  for  seven 

months;    and    on 

$720,000  for  three       ' 

months $1,017,010  83 

Rent  of  the  Union 

railroad -58,600  00 

Transportation     ex- 
penses    1,803,662  38— $2,879,173  21 


Excess  of  earnings 
over  expenses  and 
interest 

Add  the  cost  of 
charges  for  trans- 
portation of  mate- 
rials for  second 
track,  and  the  use 
of  construction 
trains,  and  the 
track  estimated  at 

Dividend 

Paid  Oct.  1st,  1853. 


365,714  03 


100,000  00 

466,714  03 
350,000  00 


Surplus  after  pay  [  ' 

ment  of  expen  ( 
ses,  interest  on  f 
debt  anddiv...  J  $106,714  03 

CAPITAL     ACCOUNT. 

Amount    of   capital 

stock  issued 

Amount    of  funded 

debt  (bonds    and 

certificates 20,173,868  90 

Amount    of  floating 

debt $2,900,000  00 

Deduct     cash     and 

cash  assets 770,000  00      2,130,000  00 


$10,000,000  00 


'    ■              -    $32,303,868  90 
A.M  Talue  of  property  on  hand 770,000  00 


Total  cost  ol"  road $33,070,868  90 

Mr.  Loder  in  his  letter  of  March  10th  states  the 
capital  account  as  follows  ; 


I  Stock $9,612,918 

iFunded  debt 18,008,868 

;  Floating  debt  and  liabilities ■.  . .   8,684,447 

Total 1.. $31,-301  809 

Total  Sept.  30 ., $-33,070,868  90 

Increase  in  7  months $1,767,059  90 

Reported  cost  of  the  road  Sept.  30, 

18-52 $27,667,206  00 

Increased  cost  for  the  year $5,519,463  90 

We  still  see  no  reason  why  the  interest  on  the 
floating  debt  was  not  dedutt.'d  before  paying  divi- 
dends. Supposing  the  amount  of  this  debt  to  bs 
uniform  for  the  year,  it  is  easy  to  see  that  the  di- 
vidend declared  wa-s  not  earned.  It  is  probable, 
too,  that  the  interest  on  the  floating  debt,  at  the 
rate  at  which  it  was  carried  was  quite  equal  to 
the  balance  left  after  p.aying  the  interest  on  the 
funded  debt.  It  so  appears  to  us  from  the  evi- 
dence thus  far. 

English  Railway  Tra-rellinc. 

According  to  a  late  Parliamentary  re|>ort  it  »p-  • 
pears  that  The  number  of  i>asseng(rs  conveyed  on 
the  Railways  of  the  United  Kingdom  during  the 
six  months  ending  on  the  31st  of  December  last. 
was  49,886,123 ;  of  which  5,859,215  were  of  the 
1st  class,  17,524,651  of  the  second  class,  26.484,866 
of  the  third,  and  Parliamentary  classes,  and  17,991 
were  holders  of  season  tickets. 

The  aggregate  of  receipts  from  this  number  of 
passengers  was  £4,36')  168.  The  receipts  in  the 
same  period  from  the  transfiort  of  goods,  cattle, 
parcels  and  mails,  amounted" to  X4,4'.K),105  ;  and 
the  total  income  derived  from  the  two  branches  of 
traffic  amounted  to  £8,850,273.  This  wa."  an  in- 
crease in  the  total  income  over  that  of  the  preced- 
ing year,  of  £602,336  ;  but  it  is  remarkable  that 
with  so  large  an  increase  in  the  Jiggregate,  there 
was  a  diminution  in  the  receipts  from  passengers 
of  £220,659.  This  comparative  falling  ott"  of  this 
branch  of  revenue  is  attributed  to  the  effect  of 
the  great  exhibition  of  1851,  in  having  not  only 
augmented  the  receipts  of  that  year,  but  redua'd 
in  some  degree  those  of  the  year  following,  from 
the  large  number  of  merely  occasional  visitors  to 
the  capital,  who  had  availed  themselves  of  the 
period  when  it  presented  an  unusual  attraction. 

It  will  be  observed  from  the  Joregoii.g  state- 
ment,  that  the  income  from  the  freiglji  department 
was  greater  than  that  from  pas.sengers.  This  is  a 
result  which  probably  few  |)er8ons  had  anticipated. 
It  is  demonstrative  of  the  immense  effect  of  rail- 
road transportation  in  promoting  the  trade  and  pop- 
ulation of  the  large  cities,  by  the  augmented 
facilities  for  the  transpoit  of  the  means  of  sub- 
sistence, as  well  as  of  the  materials  for  manu- 
facture, and  the  manufactured  articles.  The  same 
eflect  is  produced  by  the  railways  of  this  country, 
as  is  demonstrable  by  our  own  railroad  statistics. 

Another  striking  difference  between  the  pa.<i.sen- 
ger  returns,  of  the  last  half  of  the  two  years,  1861 
and  1852,  and  produced  doubtless  by  the  same 
cause,  is,  that  although  the  receipts  of  the  former 
year  were  greater  than  those  of  the  latter,  by  the 
amount  above  state<l,  the  number  of  passengers 
was  less,  by  2,376,731 ;  showing  that  the  visitors 
to  the  capital  of  that  year  came  from  more  distant 
parts  of  the  country. 

The  whole  number  of  miles  of  railway  open  at 
the  close  of  the  year  1852,  was  7,380,  it  l»eing  an 
increase  of  446  miles  in  the  course  of  the  last  year. 
— The  aggregate  number  of  paaenger  trains,  in 
Eegland  and  Wales,  during  the  last  half  of  the 
year  1862,  was  453,610 ;  and  the  number  of  pas- 
sengers in  the  railways  of  that  part  of  the  King- 
dom, 40,652,704. — Thi^^  s^hows  an  average  number 
of  89  passengers  to  each  train — not  the  average 
conveyed  the  whole  distance,  as  is  shown  on  our 
railroads  by  a  computation  based  on  our  returns, 
but  the  average  of  tJie  entire  number  who  get  into 
the  car< 

Tile  aggregate  of  miles  travelled  by  pas*;eng<?r 
trains  in  Engiand  and  Wales,  in  the  same  six 
months,  was   14,269,305.     Thi;*  number,  divided 
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by  the  number  of  trains,  shows  the  average  length 
of  trains  (meaniiig  probably  the  trips  of  each 
locomotive)  to  be  3l>2  miles.      The  number  of 


of  that  Road — and  they  could  scarcely  have  been 
bctt«'red  in  Michigan — there  is  no  good  reason  why 
the  Oakland  and  Ottawa  Railroad  should  not  be 


goods  (rains  during  the  above  i)eri()d  was  201,518,  one  of  the  bt'si,   and  beat  managed  Roads  in  the 


and  the  distiince  traversed  by  them  was  10,'JU7,133 
miles. 


C«Vta-tvl«aft,  'WUIIamapert  mud  Erie  R.  R. 

"The  opening  of  this  road  took  i»!ace  on  the  26th 
\ilt.,  so  that  tlierc  is  now  a  direct  line  of  railroad 
taom  Phila.  to  Caltawissa,  when  the  whole  line  to 
the  lakes,  of  which  this  is  a  part,  shall  be  com- 
pleted the  following  will  be  the  route. 

Leaving  Philadelphia  by  the  Reading  Road  to 
Port  Clinton,  "Smiles;  thence  to  Tamacqua  by 
the  Little  Bchuykill  Railroad,  20  miles,  (finished 
and  in  daily  operation,)  thence  to  Cattawissa  by 
the  line  of  the  Cattawissa,  Williamsport  and  Erie 
Road,  42  miles,  thence  by  a  continuation  of  the 
same  road  by  way  of  Danville  and  Milton  to 
Williamsport  on  the  West  Branch  of  the  Susque- 
hanna, 50  miles,  thence  by  the  Williamsport  and 
Elmira  Road  to  Elraira,  75  miles,  making  the  en- 
tire di.stanee  from  Philadelphia  to  Elmira  2b5 
miles.  At  this  point  the  chain  of  roads  intersect 
the  New  York  and  Erie  Railroad,  and  connects 
with  roads  leading  north  to  Rochester,  BuQ'alo, 
Niagara  Falls,  Canada.  It  will  be  seen  by  the 
above  statement,  says  the  Phiia.  .\rgus,  that  the 
distance  from  Philadelphia  to  Elmira,  by  thesi- 
lines,  is  266  miles,  wliilc  the  distance  from  New 
York  to  Elmira  by  the  New  York  and  Erie  Rail- 
road is  272  miles, — thu.s  bringing  Philadelphia 
nearer  Western  New  York  than  the  City  of  New 
York  itself,  by  several  miles,  to  say  nothing  of  the 
saving  in  time  by  reason  of  the  alignment  and 
curvature  being  greatly  in  favor  of  th;  lines  from 
this  city.  The  rails  are  being  laid  down  on  these 
roads  and  by  the  next  travelling  season  pas.sengers 
will  be  able  to  leave  Pliiladolphia  after  an  early 
breakfast  and  take  tea  at  Niagara  FaHs.  whence 
a  choice  of  routes  offers  either  to  the  Groat  West 
or  the  Canadas,  as  their  pleasure  or  business  may 
demand. 

Kox   River  Vallejr    Railroad  Company. 

The  stockholders  of  the  above  Company,  at  their 
annual  meeting,  held  at  Elgin  on  the  22d  elected 
the  following  Board  of  Directors,  viz, 

B.  W.  Raymond,  J.  B.  Turner,  Jerome  Beecher, 
Chicago;  J.  Van  Nortwick,  Batavia;  M.C.  Town, 
Joseph, Teflfl,  Elgin;  A.  Edwards,  Dundee.  J.  A. 
Carpenter,  Carpenterville ;  Geo.  Gage,  H.  N.  Owen, 
W.  A.  McConnell,  McHenry  Co;  A.  C.  Fuller,  Bel- 
viderc.  J.  P.  Yelverton,  New  York  City  ; 
Ofeicehs  of  thk  Co.mpany. 

B.  W.  Raymond,  President.  M.  C.  Town,  Treasu- 
rer. A.  J.  Waldron,  Secretary.  Milo  Smith,  Chief- 
Engineer. 

The  Fox  River  Valley  road  connects  with  the 
Wisconsin  Central  railroad,  at  the  State  lino. 


Oakland  and  Otta'wa  Railroad. 

EUction  of  Offic'is.  At  a  meeting  ol'  the  Direc- 
tors of  the  Oakland  and  Ottawa  Railroad  Company, 
hfid  at  their  othce  on  the  20th  inst.,  A.  P,  Bald- 
win, Esq.,  was  unanimously  elected  Director,  in 
place  of  Hon.  Z  Chandler,  declined.     Mr.  Baldwin 


country. 

Three  hundred  men  are  now  at  work  on  the  road 
beyond  Pontiac,  and  more  are  to  be  added  a.s  fast 
as  they  can  be  obtained. — Detroit  Free  Presse. 

Mictilgan  Central  Railroad. 

We  learn  from  the  Advertiser,  (says  the  Detroit 
Tribime,)  that  I.  W.  Brooks,  Esq.,  who  has  so  long 
and  so  ably  superintended  this  road,  has  been  el- 
ected Vice  President  of  the  company,  and  that 
Edwin  Noyes,  Es(|„  from  Maine,  has  been  elected 
to  fill  his  place.  All  admit  that  the  Central  rail- 
road has  been  managed  with  consummate  skill 
by  Mr.  Brooks,  and  if  Mr.  Noyes  shall  sustain  for 
the  road  its  present  high  character  in  that  respect 
as  we  are  assured  he  will  as  nearly  as  it  is  possi- 
ble to  be  done,  he  will  prove  himself  no  ordinary 
man.  Mr.  N.  will  have  the  general  superinten- 
dence over  the  whole  line  of  the  company's  road, 
with  all  its  various  connections,  its  boats  and  its 
general  management.  R.  W.  Rice,  Esq.,  has  been 
promoted  to  the  office  of  local  superintendent  hav- 
ing charge  of  the  whole  details  of  the  road  along 
the  entire  line,  a  position  for  the  eflScicnt  charge 
of  which  he  has  shown  himself  abundantly  compe- 
tent. He  has  won  the  respect  and  good  will  of 
every  man  having  any  connection  with  the  road 
by  his  accommodating  spirit  and  gentlemanly  con- 
duct. 


Southern  Railroad  to  the  Paclflc. 

Mr.  Haupt,  consulting  engineer  of  the  Southern 
Railroad,  the  Philadeljihia  American  says,  has  ef- 
fected arrangements  with  an  influential  and  re- 
sponsible company  to  dispose  of  bonds  to  the  ex- 
tent of  one  million  one  hundred  thousand  dollars, 
and  to  grade,  finish,  equip,  and  put  in  operation 
the  whole  line  of  the  Soutliern  Railroad  across  the 
State  of  Mississippi  in  two  years.  The  contract 
was  finally  executed  on  the  20th  inst.  This  arrange- 
ment also  secures  the  early  completion  of  the 
link  across  the  State  of  Alabama,  between  Mont- 
gomery and  the  Mississippi  Slate  line,  a  part  of 
which  is  now  under  contract.  East  of  Montgomery 
the  chain  is  complete,  and  in  operation  to  Charles- 
ton Savannah,  and  the  Northern  cities.  West  of 
Vicksburgh  the  extension  of  the  road  has  been  pro- 
ded  for  by  appropriations  made  by  the  Louisiana 
Legislature  and  by  private  and  municipal  sub- 
scriptions as  far  .as  the  Texas  line.  Through  Texas 
to  the  Rocky  montains  a  grant  of  land  has  been 
given  suflScient  to  build  a  road,  and  only  600  miles 
remain  to  be  jirovided  for  to  complete  a  continuous 
railroad  to  the  Pacific  ocean. 


Finances    of    Pennaylvamia. 

The  Cashier  of  the  Trea-sury  of  Pennsylvania 
has  just  published  a  statement,  which  shows  the 
State  finances  to  be  in  a  most  prosperous 
condition.     According  to  his  statement,  the  State 


having  accepted,  H.  N.  Walker,  Esq.,  was  then  un-  j  J<-'bt  on  the  1st  of  December,  1861,   was  $40,332- 
animottsly  elected  President,  and  Charles  C.  Trow- 
bridge, Esq.  was  unanimously  elected  Treasurer. 

The  selcctiio&  of  Mr.  Walker  is  a  worthy  com- 
pliment to  his'  zeal  and  energy  in  pushing  forward 
the  project  of  the  Oakland  and  Ottawa  Road  to  its 
present  promising  position.  The  name  of  Mr.  C. 
C.  TRowBRiDiiK,  Treasurer  elect,  one  of  the  most 
honourable  gentlemen  in  the  Stat^?,  and  a  man  of 
the  strictest  integrity,  is  a  sufficient  guaranty  that 
the  funds  of  the  Company  are  in  safe  hand.  We 
resrret  that  Mr.  Ch.*ndlf.r  has  withdrawn  from  the 


543.  Of  this  sum  about  $36,760,000  bore  interest 
at  the  rate  of  5  per  cent.  Some  $2,250,000  at 
the  rate  of  6  per  cent,  and  less  than  1^200,000  at 
4i  per  cent.  Those  items,  with  $660,162  of 
"  Relief  "  issues,  a.id  about  $500,000  of  floating 
debt,  form  the  aggregate  mentioned.  Since  the 
Ist  of  Dec,  1851,  the  debt  has  been  increased  by 
amount  of  the  appropriation  to  the  North'Biauch 
Canal,  $860,(.>00  ;  and  lessened  by  the  operations 
of  the   sinking   fund,    payment     of   outstanding 


Boanl,  for  he  possessed  tact,  industry,  and  perse 

verance,  which  makes  him  Viiluable  in  the  direction  1  certificates,  damages,'  balances,  of  contracts   &c., 
of  anv  public  enterprize.     The   selection  of  Mr.  L,,c,-,^        j     •       ..       a.  .     ^  u*     *  .  / 

B*ld"w,n,  however,  in  his  place,  is  one  of  the  very  h^l8,910,  reducing  the   State  debt  at  present  to 

best  that  could  have  been  made  ;  and,  with  such^-*t),263,63;i     The   payments   on   the  debt  made 
.men  as  now  comprise  the  Direction  and  Officer*  [  since  the   lat  of  December,    1851,    exceed  th« 


amount  of  the  Nort  Branch  loan  the  sum  of  $68  - 
910  52.  In  addition  to  the  $134,000  i-eceived  in 
premiums  by  the  cancellation  of  the  six  per  cent. 
bonds,  there  will  be  annual  saving  in  the  rate  of 
interest  of  a  fraction  over  $20,000,  or  a  sum 
equal  to  the  interest  on  $400,000,  or  a  sum  ecjual 
to  the  interest  on  $400,000  of  the  public  debt. 
The  annexed  statement  is  given  as  the  precise 
amoimt  paid  for  new  work  under  the  Appropria- 
tion Bill  of  1852: 

For  relaying  the  Columbia  Railroad ..  $200,000  (H) 
For  new  road  to  avoid  the  planes  on 

the  Alleghany  mountains 386,031  00 

For  the  Western  Reservoir 52.380  4 1 

For  the  North  Branch . .  650,000  00 

For  the    Double  locks  on  the  Dela- 
ware Division 60,000  00 

Total $1,848,415  31 

Ijondon  and  Port  Stanley  Rallviray. 

The  first  annual  meeting  of  the  stockholders  in 
this  company  wa*.  Ink!  in  the  Town  Hall    on  f  i 
day  last,  to  elect  direct or.s  for  the  ensuing  year. 
Lawrasou,  Esq.,   was  called  to  the  chair,  and    V. 
J.  Parke,  Esq.,  was  appointed  secretary.    The  fol- 
lowing gentlemen  were  then  appointed  : 

L.  Lawrason,  E.  Leonard,  S.  S.  Pomroy,S.  Mor- 
rill, M.  Anderson,  and  W.  Barker,  Esqrs.,  of  Lon- 
don; E.  Paul,  Esq.,  of  St.  Thomas;  and  W.  D. 
Hale,  and  S.  Price,  Esqrs.,  of  Port  Stanley. 

The  directors  alterwards  met  and  elected  ]>. 
Lawrason,  Esq.,  president,  and  E.  Adams,  Esq., 
vice-president ;  and  appointed  R.  G.  Benedict,  Es.|  , 
chief  engineer,  and  E.  J.  Parke,  Es(i.,  permanent 
solicitor,  and  secretary  pro  tem. 

Scrutineers,  John  Brown  and  John  W.  Kerr, 
Esqrs. — London  Protoiype. 

BuflTilo  and  Newr   York  Railroad. 

A.  D.  Patchiu,  Esq.,  of  Buffalo,  formerly  the 
treasurer  of  this  company,  has  recently  been  cho- 
sen its  president,  and  his  former  place  is  filled  by 
Charles  N.  Fearing,  Es<i.,  of  this  city,  whose  of- 
fice is  at  No.  12  Wall  street.  New  York.  This  road 
now  forms  a  part  of  the  Erie  line  to  Buffalo.  The 
receipts  of  this  road  for  August  and  September 
were  as  follows  : 

Passengers.    Mail.     Freight.  Total. 

In  Sept.  $23,130  39  $326  $12,316  45  $36  272  34 
Aug....   21,876  02     326      3.204  62     30,106  64 

in  Sept..  $1,654  81   ....     $4,61183    $6,166  70 

Albany  and  Schenectady  Railroad. 

A  final  meeting  of  the  Board  of  Directors  of  the 
Albany  and  Schenectady  Railroad,  was  held  at  Al- 
bany yesterday  at  which  a  dividend  of  two  per 
cent,  out  of  the  surplus  assets  of  the  Company  wa.s 
declared,  payable  on  the  12th  October  proximo  at 
the  banking  pffice  of  Winslow,  Lauier  &  Co.  in  this 
city.     Tkc  Albany  Journal  says : 

It  is  understood  that  a  further  and  final  dividend 
of  about  one  per  cent,  will  oe  made  early  in  the 
year  1866 — it  being  necessary  to  reserve  the  re- 
maiuuig  fund,  applicable  to  this  purpose,  until  that 
time  in  order  to  meet  any  claims  or  contingencies 
that  may  arise,  whicli  probably  will  be  very  small, 
if  anything. 

Highly  complimentary  resolutions  were  passed , 
coupled  with  a  suitable  testimonial,  expressive  of 
the  sentiments  of  the  Board  and  the  Stockholders 
toward  their  President,  Ezekiel  C.  Mcintosh,  Esq 
of  this  city,  to  whose  untiring  zea',  industry  and 
skill  they  have  been  so  much  indebted.  To  their 
worthy  Vice  President,  the  Hon.  Qerrit  Y.  Lan- 
sing, the  Boanl  unanimously  voted  a  highly  com- 
mendatory and  fiattering  resolution;  and  to  Mr.  E. 
Foster,  Jr.,  so  long  their  Secretary  and  SuperinteL- 
dent,  similar  testimonies  were  awarded. 

Thus  ha^  been  closed,  most  satisfactorily  and 
profitably,  the  Old  Mohawk  Company — the  first 
road  chartered  and  opened  in  this  State,   whose 
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history  has  been  remarkable,  and  especially  so  in 
farnisbiiig  an  extraordinary  instance  of  what  can 
be  accomplished  in  the  midst  of  difficulties,  and 
after  almost  ruinous  mismanagement  in  its  early 
history,  by  well  directed,  energetic  jmd  hoaest 
effort.  *. 


Tl&e  Nortliem  Railroad. 

The  N.  0.  Crescent  of  the  2l9t  says: — Some  an- 
xiety has  been  felt  amongst  our  citizens  in  relation 
to  the  failure  of  Messrs.  Robb  and  Slidell  to  effect 
a  sale  of  the  bonds  of  this  road,  and  apprehensions 
are  entertainetl  that  this  may  have  a  disastrous  in- 
fluence on  the  future  prospects  of  the  Company  : 
but  these  fears  result  from  a  misapprehension  of 
the  facts  which  we  have  been  at  some  pains  to 
jiscertain,  and  we  will  now  gave  some  details  con- 
cerning the  position  of  the  Company.  From  these 
it  will  appHJar  that  the  only  result  from  the  failure 
to  obtain  a  loan  will  be  to  delay  the  completion 
of  the  road  beyund  Canton,  which  is  about  twenty 
miles  north  of  Jackson,  Mississippi,  but  in  no  man- 
ner to  interfere  with  the  finishing  of  that  part  of 
the  road  which  connects  iis  with  Missisippi. 

The  distance  from  New  Orleans  to  the  State  line 
is  87  miles.  The  wkole  of  this  dislance  is  already 
graded,  except  about  13  miles  of  what  is  called 
crib-work  in  the  swamp  at  Pass  Manchac,  and  these 
thirteen  will  be  finished  in  about  four  months.  The 
iron  has  alreaily  been  purchased  for  one  hundred 
miles  of  road — forty  miles  have  already  been  re- 
ceived, and  the  remainder  will  be  here  as  soon  a.s 
the  crib-work  is  finished.  The  contractors  are  now 
laying  the  iron  on  the  track,  commencing  at  Pass 
Manchac,  and  running  North,  although  of  course 
the  work  cannot  progress  rapidly  while  the  sick- 
ues  now  prevalent  makes  it  impossible  to  obtain 
laborers  in  sufdcient  numbers.  Three  locomotives 
and  a  number  of  freight  and  dirt-cars  are  already 
here  and  one  locomotive,  with  dirt  or  gravel  cart 
are  already  on  the  road. 

The  means  of  the  company  are  ample  for  car- 
rying the  work  to  Canton.  The  road  between  Jack- 
son and  Canion  is  already  graded,  and  ready  to 
receive  the  iron,  which  will  be  sent  there  as  soon 
it  arrives— in  December  or  Jannary.  The  location 
of  the  road  from  the  State  line  to  Jackson  is  made, 
depots  have  been  provided  for  at  the  several  ne- 
cessary points;  and,  in  fact,  everything  promises  a 
regular  railroad  communication  with  Canton  by  the 
close  of  the  coming  year,  a  distance  of  two  hun- 
dred miles.  If  a  loan  cannot  be  obtained  on  the 
faith  of  a  road  in  full  operation,  of  such  length  and 
importance,  the  Company  must,  of  oourse  rely  on 
^urthe^sub^c^iptions  to  continue  its  progress  to  the 
Tennessee  river ;  this  being  the  only  link  required 


i.iaa,  antl  the  oilier  roads  it  will  ctoincet  with  here, 
i'ves  it  a  proniiiR-ncr  in  the  eyes  <it«;i|iitalibt.sUial 
'  .V  ro:i'ls  ofsuoh  riX!entcomineiuini>iit  tan  boxst. 


RAILROAD  SPIKES. 


in  the  chain  which  will  connect  us  with  the  North  The  road  sasiaius  a  high  rtpuiation  abroad  as 
and  East;  but  any  doubt  on  that  score  is  idle,  and  one  that  must  d"  an  imna-nse  bu-^iness,  and  prove 
although  the  work  may  not  be  finished  assoon,  us  i  iiighly  piofilaMe  aid  payiDg  route. — Whca  tlio 
ti  could  have  been  if  a  lo;tu  had  bcenobt.aiiied,  we  ro.id  fi  .m  Fremont  hliall  be  comjileted,  we  expect 
repeat,  its  ultimate  .success  is  already  placed  be-  to  sec  most  of  iho  tr.ivel  from  OievelaiMl  and  San- 
yond  doubt  or  question.  Idusky  loCiiicje^  >  p.rssover  thus  r-tnu'.as  it  will  b 

'sl!.>rter  and    far  beit-r  than  tli>-'  K'Ute  via  Toledo 

Fort  'W^ayne   and  Chlcaeo  Railroad.         aiil  the  Mich.  Soiilhem  Railroad:  which  added  to 

On  Wesneday  last,  the  following  were  elfcted «!"' trade  it  mnst  command  fnui  »ii<-  Ohio  &  In- 
Directors  for  the  ensuing  year;  George  II.  H.irt  ol 
Philadelphia;  J.  Evans  juid  and  W.  ti.  Quince  of '- 
Chicago;  S.  J;  Anthony  of  Valparaiso,  Ind.;  Wm.  '• 
Williams  of  Warsaw ;   A.    Wheeler  of  Plymouth;  - 
IL  Twibart  of  Columbia;  and  P.  Hoagland  and  S. 
Aannah  of  Fort  Wayne.     S.  Hannah  was  relectenl 
President;  J.  R.  Straughan  Chief  Engineer;  and 
A.  McJunkin  Secretary  and  Treasurer, 

Theprospeets  of  this  road,  we  are  happy  to  learn, 
are  of  the  most  encouraging  description  both  fin- 
ancially and  as  regards  the  progress  of  the  work. 
The  stock  subscription  now  amounts  to  a  million 
and  a  quarter  of  dollars,  and  is  rapidly  increasing. 
Favorable  financial  arrangements  have  been  made, 
and  the  company  have  now  on  hand  funds  sufli- 
cient  to  enable  them  to  prosecute  the  woik  with 
energy,  andpush it  forward  to  an  early  completion. 
A  large  force  of  hands  are  now  at  woik;  some  sec 
tions  are  expected  to  be  done  this  fall ;  and  from 
the  favorable  nature  of  the  work  allowing  it  to  b< 
prosecuted  during  the  winter  months,  il  is  exiiectec 
that  a  large  portion  of  the  line  will  be  ready  fo) 
the  iron  as  soon  as  navigation  open.s  in  the  spring 
But  little  doubt  now  exists  that  the  whole  will  bt 
finished,  and  cars  running  from  Fort  Wayne  to 
Chicago  by  the  fall  of  next  year. 

This  company  has  been  fortunate  in  its  sdec'.ion 
of  officers.  It  is  scarcely  a  year  sii'ce  the  first 
meeting  was  held  to  organize  the  company,  and  in 
one  year  more  the  whole  line  of  145  miles  will  be 
in  operation.  For  this  unparalleled  success  the} 
are  in  great  measure  indebted  to  the  prudent  and 
indefatigable  exertions  of  the  President  Judge 
Hanna,  and  the  skill,  judgment,  and  energy  of  theii 
Chief  Engineer,  J.  R.  Straughan,  Esq.. who  thougli 
comparatively  but  a  young  man,  has  few  superiors 
in  the  requisites  necessary  for  a  successful  engineer, 
and  has  achieved  an  enviable  reputation  in  his 
profession.  Under  the  guidance  of  such  men  there 
can  be  no  wonder  'at  the  progress  this  road  ha^ 
made  and  its  present  flattering  prospects  ;  nor  can 
there  be  any  doubt  of  its  early  and  successful  com- 
pletion. Mr.  Straughan  has  from  the  first  stated 
his  determination  to  finish  the  road  by  the  fall  of 
1854,  and  the  progress  already  made  is  proof  that 
he  did  not  over  estimate  his  means,  and  that  he 
will  redeem  his  promise. 
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wnovomT  iroh 
Chairs  and  Fastentngrs. 

HE  Subscribcn'  c-untiiiue  to  manufacture  with  increafipO  fa- 
ciUties,  HOOK   ASD   FLAT   HEAD   RAILROAD 
SPIKES  and  WROUGHT  IROS  CHAIRS  (^  any  pat- 
ITH,  either  punched  or  plain.     The  best  quality  of  Iroo  us  uw^ 
:iik1  the  articles  arc  Kuaraiiteed  to  give  satissfaction  in  e\"ery  iv- 
spect    We  are  pre|iare<1  to  fill  orders  for  any  quantity  with  di»- 
I'utch,  and  at  the  lowi«t  market  prices. 
Also,  Boat  Spikeii,  BoHn  and  Boiler  Rivets,  of  Biiperior  quaM}-. 
All  communicationii  addreeaed  to  ik  will  meet  with  prompt  at- 
tention. 

SMITH  *.  TYSON, 
4ltr  No.  25  South  Cbariea  at^  Baltuiobs. 

Bu.A.JsUi^-'     Lli^LlD, 

FOR  DISSOLVING  AND  PREVENTING 
ISCRLSTATIOSS  I\  STEAM  BOILERS, 

IS  acknowledged  by  all  who  have  usoil  it,  to  l>c  the  best  pre- 
ventive ever  intru(liH;cd  to  the  noliee  of  the  imliiio.  It  is  not 
iijtinou.-  to  the  Uoilers,  even  if  u~i'il  in  l;:r;;o  ijUiuititii*,,  «nd  in 
now  iiijjeneral  use  in  a  great  part  of  Euro]«e,  on  Kailroade  aud 
Steamboats,  and  for  Stationary  Boilers. 

By  the  use  of  this  liquid,  old  incrusted  boilers,  and  principally 
tiibulur  boilers,  wliicli  ft-om  Uieir  construcUon  are  in  general  very  , 
difficult  and  in  st)me  cai>es  im|>o<iij4ible  to  be  cleaned,  may  ite  fre- 
ed from  incrustation  in  a  few  days,  and  by  the  cojitinued  Ut  oC 
it  kept  entirely  free  from  any  future  accumulation,  thereby  in- 
creasing the  generation  of  steam,  reducing  the  consumption  of 
Aiel  and  diminishing  the  danger  of  explosions. 

The  proprietors  of  Brands'  Liguid  are  so  confident  of  the  mer- 
it* of  this  invention,  that  they  otfer  one  barrel  gratia  to  partiea 
willing  to  make  a  trial,  and  to  be  paid  for  only  in  caae  of  auc  - 

e. 

Directions  for  the  use  of  Brands'  Liquid,  with  teetimouiaU,  to- 
gether with  fUll  particulars,  may  be  obtained  from  the  AgenU, 
Messrs.  BOURRV  &  ROEDER, 
Consulting  ard  Mecliauical  Engineerv 

Atif.  10,  1S63.  333  Broadway.  N.  Y. 


WASUJiiJRN,  POND  &  CO., 

MANUFACTITRKRS  OF 

WASHBURN'S  PATENT  CAR  WHEELS 

FOUNDRY,  NORTH  THIRD  ST.,  TROY,  N.  Y. 


f 


■■<  ^  •■♦  » — 


;.         FROGS,  CHAIRS,  AND  OTHER  f  ASTi:%GS  FOR  RAILROAHS. 

Wheels  Manufactured  from  the  best  of  Salisbury  and  Sterling  Iron  (nii-ted),  under  the  direction  of  Mr  Waphbum,  and  warranted 
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To  Railroad  Companies. 

COLLINS"  TATENT 

Vl:NTlJLATORS, 

FOR 

Ventilating  all  kinds  of 

Public  and  Private  Blii.dinos 

Jiaiiroad  Cars,  Depots,  etc. 

THE  SubscriUirs  would  invite  tlio  at- 
tention of  the  public  to  the  above 
celebrated  Patent  Ventilator.  This  Ven- 
tilator iH  the  best  one  now  known  oi;  for 
giviug  a  i>ure  air  in  roomt^,  and  ejecliiitr  all  foul  air.  It  has  been 
adopteil  by  »il  t^  principal  Railroad  Companies  and  Car  Fac- 
tories, and  is  cxleijsively  usc^d  for  private  dwellings,  and  for  the 
cure  of  smoky  Chimneys  cannot  be  exuelloil.  ManiifUotiired  and 
ft>r  Mtle  by 

BAKER  &  WILLIAMS, 
No.  406  Market  st.,  Girard  Row, 
^\  Sole  Agr.nts  for  Prnnsyln-nia. 

CERTIFICATES. 

EtiginttT  Department  P.N.R..  AUoona.  Feb.  8,  IS-'iS. 
This  18  to  certify  tiiat  Mes^rx.  Bakcr  <k  Williams,  of  406 
Market  st.,  Philadelphia,  have  tlimi.slK'd  u  larfce  niiniber  of  Col- 
Hna'  Patent  Oalvani/.e<l  IriMi  Ventilators  for  the  P.  R.R.  Co..  and 
that  they  havo  ipvi'ii  every  natisfiiction,  acting;  tUUy  as  roprescnt- 
ed.  I  consider  them  a*  a  iM-ce.ssary  ap|>eiKlat;e  to  an  Engine 
HouMe.  V^'e  have  tbeui  in  iwe  tliirteiui  iiiclHw,  and  two  feet  (ham- 
«ter,  actiiii;  equally  well.  So  well  <attst1ed  uni  I  of  their  n«ofuj- 
oe«8,  that  the  KiiKiue  Houses  we  are  about  building  will  Im^  sU|>- 
plied  witli  them  at  every  point  wliere  a  dr.ift  Isneeertsjiry  to  free 
tbebutldingofxmoke.  i>TRICKLAND  KNEAS5. 

Priticipal  Aasidtant  K>ig;uu:er  P.  11. It.  Co. 

Enginti-r  Jitparl.  P.  R.R.  Cu..  Pittshurgh,  May  12, 1863. 
MeiwrM.  Bakek  <k  Williamij, 

Dear  Sirs— The  2;j  Collius"  Patent  Vetitilators  furnished  by  you 
fiir  the  Eneiiie  Uoiim^  at  this  pliice,  Imve  be«-n  in  use  several 
DKHlttLS  and  their  merits  have  tjei-n  ftilly  tested  and  luive  Kiven 
moot  jierlbct  satisbctiua ;  beini;  constructed  on  tnii;  priitcipl(!s 
of  VentiJulioa,  and  the  workmanKbip  in  of  a  snlwtantial  nud  siiin- 
rior  cbanicter.     Vours  tnily,  OLIVER  W.  BARNES, 

3n)40  Princijial  Assinlitnt  iJngineer  P.  U.Il.  Cn. 

SIXTY  MILES  DISTANCE  SAVED.-ONLY  THIRTY-SIX 
AM)  A  UALf  HOURS  TO  CHICAGO. 

MICHUiAX  SOLTUERX  RAILROAD  LINE,  carrying  the 
Great  We.-leni  I  .  S  Tlirouyh  Maii->(>U  CUICAOO  AND 
ST.  LOUIS,  .MILWAUKEE,  RACIXE  KENOSHA,  and  all 
Ports  on  Lake  .Mlchigiui.— Tliioiit;h  from  iiunuiu  to  Monroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

Ttie  fullowuig  niagiiiticent  and  uue<iualled  »teumerit  from  the 
line  betweeti  Budiiio  and  Hoiirue  : 

EMPIRE  STATE.  J.  Wilsox,  Commander,  leaves  Uuflalo 
Mondays  and  Thun^days. 

SOUTHERN  MICHIGAN,  A.  D.  Pbrki.v.-',  Commander, 
leaves  Buitaio  Tueirday  s  and  Fridays. 

NORTHERN  INDIAN.i,  I.  T.  Pueati,  Couuiiander,  IcaTes 
Budalo  Weduo^idays  and  Saturdays. 

Cue  of  the  above  spleutiid  »tcainers  will  leave  the  Michigan 
Southern  Railroad  Luie  Duck,  ul  <J  o'clock,  P.  M.  every  day, 
(except  Sundays')  and  run  direct  through  to  Monroe  witltoui 
iauduig,  ill  14  hours,  where  ttie  LigliUiuig  £Apre«»  Train  will  be 
iu  waiting  to  take  puiueiigers  diic-ct  to  Ciiicagu  in  S  hours  ;  ar- 
riving next  evening  after  leaving  Budulo. 

THE  LAKE  SHORE  RAILRO.VD. 
runs  in  connection  with  this  hue,  fonniiig  tlie  only  c<^iitinuou.s  Iii>e 
of  Railroad  to  Chicago  and  the  Illuiois  River. 

For  Through  Tickets,  by  New- York  and  Erie  and  Butfalo  and 
New-York  City  Railroad  via  Uuilalo,  or  by  the  Peoples  Line  ol 
Staamboais,  Uudioo  River  Railroad  >ia  Albany  and  Buttalo,  ap- 
ply to 

JOHN  r.  PORTER,Ageiii, 
No.  193  BrouUway,  conter  Dey-»t.,  N.  Y. 


B.  H.  LATROB£^S 

PATENT 

THREE -PART  RAIL. 


Railroad  Spilces. 

THE  Subscribers  are  mauufactuhng  HaUj^nul  :iii!kej  witli 
SWBTT's  Patent  Iinjjruved  Machine*;  and  are  pre|>ared 
to  execute  orders  for  any  ijuantity,  ou  tlie  moot  favorable  tenns. 
Those  Spikes  are  madi.'  of  the  be$t  i|uality  of  iron,  and,  for  ii/uipe 
and  doish,  are  superior  to  any  others.  Railroad  coiniNuiiet'  and 
other:!  iu  want,  are  respectfully  soiicited  to  order  a  sample  be- 
fore purchasing  elaewbcre.  AU  orders  will  receive  prompt  al- 
tunuou.  BWETT,  ELLIOT  4;  CO. 

Pltuburgfa,  Pa.,  August  20, 1863. 

J%ew  York  and  l^rie  R.  R. 


m. 


PASSENGER  TRAINS 

leave  Pier  finit  i>f  Duiuiu  street, 

as  follows,  viz: — 


Dat  Kxpkkss,  at  6  a.  m.  for  Dunkirk  and  Bulfalo. 

MaiLi,  at  8it  a.in.  for  Dunkirk  and  Uuftalo,  aitd  all  intermediate 
nations.  Passeai;ers  by  this  train  will  remain  over  night  at  any 
atatioii  between  BiugliaiutiHi  and  Corning,  aud  proceed  the  next 
morning. 

ACCOMMODATION,  at  V2}i  p.m.  for  Delaware  aud  all  interme- 
diate ttatioua. 

Wat,  at  za  p.111.  tbr  Delaware  and  all  intermediate  eiations. 

NiouT  ExPBBSS,  at  6  p.  m.  for  Dunkirk  and  Buflalo. 

Emiorant,  at  0  p.m.  for  Dunkirk  aud  all  intermediate  statioaa. 

Co  Sundays  only  one  Express  Train— at  6  p.m 

The  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  Chicago,  etc.,  and  at  Buf&lo 
with  nmt  class  spk^idid  steamers  for  Cleveland,  Sandusky,  Tole- 
do, Detroit  and  Chicago. 

OHAS.  MINOT,  Sup't 


THIS  form  of  Compound- Rail  has  l«;en  tested  by  tivo  yea  i-' 
use  on  tlie  Baltimore  and  Ohio  Railroad,  with  a  cost  (w 
maintenance  less  than  half  that  of  the  average  of  the  rest  oflhc 
road.    That  CompaDy  have  Ijcgun  to  use  it  in  replacing  their 
worn  out  Iron. 
Address  the  Patentee, 
October,  1863. 


BALTIMORE,  Un. 


Notice  lo  C'oii tractors. 

NORTHERN  CROSS  RAIL  ROAD, 

HTATE    OF    ILLINOIS. 

MAPS,  profiles  and  estimates  for  the  work  ne- 
ces.sary  to  the  complete  construction  of  the 
^''^"thkb.n-  Cro.ss  Railkou),  will  be  exhibited  at 
•-l'*-*  otlice  of  the  company  iu  Quincy,  on  and  after 
il'*-'  loth  November  and  propo.sels  for  the  work  are 
rt'luested  from  contractors. 

Meanwhile,  as  the  preliminary  lines  have  been 
t'»ced  on  the  ground  which  do  not  vary  materially 
""om  the  probable  location,  and  as  the  work  will 
be  let  by  quaiititias  with  equitable  provision  for 
changes,  it  is  entirely  practicable  by  visiting  the 
ground  to  obtain  all  the  most  important  informa- 
tion necessary  to  regulate  the  bids. 

The  routu  extends  from  Quincy  on  the  Missis- 
sippi river,  in  a  direction  east  and  north  to  the  di- 
viding ridge  between  the  Mississippi  and  Illinois 
rivers,  thence  about  midway  between  those  rivers 
to  Galesburg,  in  Knox  county,  a  distance  of  about 
100  miles.  At  Galesburg  it  connects  with  other 
roads  leading  to  Chicago.  The  country  through 
which  it  passes  is  well  settled,  healthy  and  fertile, 
unsurpassed  in  these  latter  particulars  on  this  con- 
linent,  and,  as  it  is  contemplated  to  build  a  roatl 
uf  the  first  class  common  in  the  United  States,  the 
work  will  be  of  sufficient  magnitude  to  make  the 
execution  desirable  including  at  many  place  good 
work  for  the  winter. 

TLo  line  will  be  divided  into  sections,  and  pro- 
posals will  be  received  for  the  con.>»truction  of  one 
or  more  up  to  the  whole  road,  the  propositions 
being  ma<le  for  the  grading  and  masonry-bridges, 
ties  aud  sills  — and  complet*;  construction,  (except- 
ing depots,)  all  iu  a  single  contract  or  separately 
for  each  item. 

Contracts  will  not  be  closed  before  the  25th  No- 
vember, nor  sooner  thereafter  than  to  afford  suf- 
ficient time  to  decfdc  on  the  most  satisfactory 
offer. 

S)iecifications  for  the  mode  of  construction,  with 
maps  and  profiles  of  the  preliminary  lines,  may 
always  be  seen  at  the  office  in  Quincy. 

Quiney,  Diinois,  September  26th,  1853. 

N.  BUSHNELL,  President. 
W.  H.  8IDELL,  Chief  Engineer. 

Note.  From  the  point  where  the  line  to  Gales-, 
burg  leaves  its  easterly  direction  to  turn  northerly, 
an  extension  is  projected  to  the  Illinois  river.  Tnis 
will  be  about  30  miles  long,  terminating  opposite 
Meredosia,  where  it  connects  with  the  main  line 
of  The  Great  Western  Road,  which  extends  from 
thence  cast  through  the  capitals  of  Illinois,  Indiana, 
Ohio,  Slc.  The  construction  of  this  part  of  the  line 
was  begun  as  a  State  work  about  fifteen  years 
ago,  and  abandoned  atler  a  large  sum  had  been 
expended  in  the  graduation.  The  company  will 
be  ready  to  negotiate  for  its  coostrucliou  as  a 
separate  work. 


Railroad  Mort^a^e  City  and 
Connty  Bonds. 

WE  offer  for  SALE,  at  fair  rates,  the  following 
SECURITIES  of  the  most  undoubted  char- 
acter, viz  : 

$200,000  MARIETTA  &  CINCINNATI  RAIL 
ROAD  FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  rede<3mable  January  1, 
1868. 

»200,000  COVINGTON  «&  LEXINGTON  RAIL- 
ROAD MORTGAGE  SEVEN  PER  CENT  CON- 
VERTIBLE BONDS,  redeemable  March  1,  1883. 

$25,000  COVINGTON  &  LEXINGTON  RAIL- 
ROAD CONVERTIBLE  SIX  PER  CENTS,  guar- 
anteed by  the  city  of  Covington,  redeemable  Sept 
1  1873 
'  $60,000  MADISON  &  INDIANAPOLIS  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  May  1, 
186y. 

$100,000  PERU  &  INDIANAPOLIS  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  July  1, 
1864. 

$50,000  SCIOTO  AND  HOCKING  VALLEY 
RAILROAD  SEVEN  PER  CENT.  MORTGAGE 
CONVERTIBLE  BONDS,  redeemable  November 
1,  1861. 

$60,000  OHIO  &  PENNSYLVANIA  RAIL- 
ROAD INCOME  CONVERTIBLE  SEVEN  PER 
CENT.  BONDS,  redeemable  Oct.  1,  1872. 

$50,000  CLEVELAND,  PAINESVILLE  AND 
ASHTABULA  RAILROAD  SECOND  MORT- 
GAGE SEVEN  PER  CEFT  BONDS,  redeemable 
iu  1873. 

$26,000  BELLEFONTAINE  AND  INDIANA 
RAILROAD  1st  Mortgage  7  per  cent  Convertible 
Bonds,  redeemable  January,  1866. 

$25,000  INDIANAPOLIS  AND  BELLEFON^ 
TAINE  7  per  cent  Convertible  Mort}?age  Bonds. 

$25,000  DAYTON  AND  Mil  imiA.N  Ht  Mort 
gage  7  per  cent  C«.>ii\criibl«  Bunds. 

$15,000  COLUMBUS  ^VND  SHELBYVILLE  7 
per  cent  Ist  Mortgage  Convertible  Bonds. 

$50,000  BONDS  OF  THE  COUNTY  OF  ALLE- 
GHENY, iu  the  State  of  Penn>*ylvania,  bearing  6 
per  cent  interest,  guaranteed  by  the  Allegheny  Val- 
ley Railroad  Company — the  taxables  of  this  coun- 
ty is  $50,000,000. 

$25,000  BONDS  OF  THE  COUNTY  OF  WASH- 
INGTON, in  the  State  of  Pennsylvania,  bearing  6 
(ler  cent  interest,  guaranteed  by  the  Hempfield 
Railroad  Company — the  value  of  taxables  is  $18,- 
OOO  000 

$26,000  BONDS  OF  OHIO  COUNTY  IN  THE 
STATE  OF  VIRGINIA,  (Wheeling  is  the  county 
seat)  guaranteed  bv  the  Hempfield  Railroad  Co. 
Value  of  taxables  $16,000,000. 

$60,000  WASHING  ION  COUNTY  (Ohio)  SEV- 
EN PER  CENT  BONDS,  redeenuible  July  1, 1872. 

$50,000  ATHENS  COUNTY,  (Ohio)  SEVEN 
PER  CENT  BONDS  redeemable  July  1,  1872. 

These  two  last  are  guaranteed  by  the  Marietta 
and  Cincinnati  Railroad  Company,  and  made  con- 
vertible into  stock  at  the  holders  option. 

$30,000  CRAWFORDC0UNTY(0hioj  SIX  PER 
CENT  BONDS,  guaranteed  by  the  Ohio  and  Indi- 
ana Railroad  Company,  and  made  convertible  into 
its  stock — redeemable  January  1,  1868. 

$40,000  FAYFTTE  COUNTY  (Kentucky),  SIX 
PER  CENT  BONDS,  guaranteed  by  the  Maysville 
aud  Lexington  Railroad  Company — redeemable 
Sept.  10,  1862. 

$50,000  BOURBON  COUNTY  (Kentucky)  SIX 
PER  CENT  BONDS,  guaranteed  by  the  same,  re- 
deemable July  1, 1882. 

$25,000  BOYLE  COUNTY,  (Kentucky),  SIX 
PER  CENT  BONDS,  guaranteed  by  the  Lexington 
and  Danville  Railroad  Company,  redeemable  July 
1,  1882. 

$40,000  MASON  COUNTY,  (Kentucky),  SIX 
PER  CENTS,  guarantsed  by  the  Lexington  and 
Maysville  Railroad  Company,  convertible  Into 
Stock,  redeemable  July  1, 1882. 

$100,000  BONDS  OF  THE  CITY  OF  PITTS- 
BURGH, in  the  Stote  of  PenniylTania,  six  per 
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oenU,  guar»utoed  by  the  AUcgb.  ny  Vallf  y  Eailroid 
Coini)iiio  —  v.ilue  of  laxable,  320,000,000. 

$60,000  CINCINNATI  SIX  PER  CEM  BONDS 
Coupons  pavabli;  Jan.  1  aud  July  1.  Priucipal  rt;- 
deemable  jiiri.  1,  1882. 

826,000  CITY  OF  MARIETTA  (Ohio)  SEVEN 
PER  CENT  BONDS,  guarantted  by  the  Marietta 
and  Ciucinnali  Railroad  Company,  and  made  con- 
vcrtil)le  into  its  Stock,  ndt-emable  July  1,  1872. 

»25,000  CITT  OF  MADISON,  (Indiana,)  SIX 
PE  I  CENT.  BONDS,  guaianteed  by  the  Colum- 
bus and  Shtlbyville  railroad  Company,  and  made 
convertible  into  its  Stock,  redeemable  November 
1.  1826. 

Tht'se  Bonds  are  for  the  sum  of  Sl.OOO  each, 
with  Coupons,  principal  and  interest,  redeemable 
in  New  York,  tbe  latter  iu  most  cases  Ist  July  and 
Ist  January  in  each  year. 

The  payment  of  the  railroad  Bonds  in  each  case 
is  Stcurtd  by  a  Deed  of  Trust  to  some  responsible 
citiZi-n  of  New  York,  with  power  of  sale  in  case  ol 
default. 

The  County  and  City  Bonds  are  issued  by  virtue 
of  special  acts  of  the  Legislature  of  the  projHjr 
Stales,  and  by  authority  of  the  votes  of  the  citizens 
of  each. 

The  laws  under  which  these  Bonds  are  issued 
require  the  proper  Authorities  to  make  a  special 
levy  of  tiixes,  to  be  set  apart  exclusively  to  pay  ac- 
cruing inteitst,  and  to  create  a  sinking  fund  to  re- 
deem the  principal  which  can  be  euforced  through 
the  coui  ts  of  law  if  necessary. 

The  debts  Operate  in  the  nature  of  a  mortgage 
on  aii  tlio  real  and  personal  estate  within  the  two 
cities  or  counties  respectively. 

The  Constiiution  recently  adopted  by  Ohio  and 
Indiana  prohibit  absolutely  the  creation  of  any  far- 
ther debt  by  counties  or  cities.  This  will  prevent 
any  farther  issue  of  such  Bonds. 

We  deem  these  securities  good,  safe  and  desirable 
investment.?.  Wo  recummeud  them  to  our  corre- 
spondents. 

Printed  "Exhibits,"  triving  detailed  information 
in  each  case,  can  be  had  by  applying  at  ouroflSce. 
WINSLOW,  LANIER  &  Co.,  No.  62  Wall-st. 

New-York,  Sept.  19.  1863. 

Railroad   Iron 

Two  THOUSAND  TON'S  Erie  l>attem,  58  Ihg.  to  the  yard, 
alreaUy  shipped,  and  expectett  litsre  scmiii— for  sale  l>y 
38tf  JOHN  H.  HICKS,  90  Ueaver  at 


Kallroart  Car  Works. 

THE  Uiideriiienecl  ar«  prepared  to  manu&cture  for  Railroad 
Compauie*,  Viiseemcer,  Bagga^  Cattle,  Freight,  Qravel.iud 
Hadd  Cart,  alec  Baginiin  Barruwa  aiid  Freight  Truclu. 

F.  HU.NGERFOED  &  CO. 
MiiyivUle,  Ky.,  Sept.  20.  18:-3. 

]L.ITIIOGRAPinr.         ~ 

PTTBLISTTERS,  Civil  Er  (ineers,  Machinist*,  aM 
qiiini^f  Lithographs,  plainer  incolora,  ci 

hif(fa  flniah  of  thair  doai|(iis,  alone  with  promntiM , 

DAVID  CHILLAA, 
•0  Soutb  8rd  Slract. 
May  lat,  1858.  PhiladvlpUa. 

Tlie  llaiuiltufi  car  Couipaiiy, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars.,  &c.  &c. 

Having  amplefacilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
SpringSeld  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  to 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  fiom  the  most  approve*! 
paiti-rns  at  the  lowest  prices.  Ca-slings  of  all  kinds 
for  Car«,  Rail  Road  Bridges,  &c.  made  to  order  at 
short  notice. 

Orders  Respectfully  Solicited. 
Address,  HENRY  8IZIR,  Agent, 

Cincinnati  Ohio. 

Office  696  Fifth  Street,  CinclDnati,  at  Kail  Road 
Depot  Building.  ,  .,-  ..-si 


y,  York  aiid  /i.  Haven  k.  U. 

NOTICE  OF  SUMMER  ARRANGEMEaTS, 


Commtncing  Mtmdoff,  May  0,  \bSui. 


^ 


TKAisa  raoM  new  tokk.  TBiwa  to  kkk  wv.t- 

7  A.  M.— AccouimoUatiOU  to|S.30  A.M.— Specuil,  fioiu  Pon 

Now  Uavti).  I  Chet'.er. 

8  A  Bt— Kjtpress  for  Bo6U>n,'5.00  A.M.— Comiiiutatiou  ftoni 

atuppuig  at  Stuiu-;  New  Uaveu. 

ford    ttud    BrHlxe-;S.l&  A.M. — Accoiiuiiodatioofu 
port  i  Nun  Uu\ I'll. 

6.10  A.M.— Special     for    Port'8.15  A.M.— AccouiniodctionJn. 

Cheater.  NuwHavi.ii. 

1L30  A.M.— Accomraodation  (br  0.35  A.M.— Expreaa  ftoin  Nov. 

New  Uavea  l  Uaveii,  StoppiiiK  ai 

3-00  P.M.— KxpresB    for    Newj  Bridjseport,      Nor 

-    Uavui,  stopping  ati  walkJtudStaml'oru. 

;-       :   BtaniforU,  Norwaik'l-07  P.M.— BobIou        Kxprew, 

aud  Bridj{ei>orU      )  Ktoppmg  at  Bridge 

4.00  P.M.— AccoumicHJaUoo  Ibri  port,  Ni.rwalk  aiu 

New  Uavuii.  !  Staiiil'ord. 

6.00  P.M.— Expretift  for  Bosto^^;4.00  P.M.— Sit-cuU,  from  Pon 
stoppmg  at  N.  Ha-:  Ciie«ler. 

veil.  :4.00  P.M.— Aocoiiuiiodatioo  hi 

6.35  P.M.— CocnmuUtion for N.!  New  Uaveu. 

Uaveu.  9.30  P.M.— Boston        Kxpres-v, 

6.80  PJL— Special     for    Porti  atoppiiig  iit  Und^e 

Cheater.  port,  Nor»;ilk  aiii; 

■        ~ .  '  Stall  itord. 

GEOROS  W.  WHISTLER,  Jr.,  Supt. 
Neu  Haven,  May,  1863. 


iStuaii,  &>ei'reii  u.  C'j., 

'  IViL  ErOLNLLRo, 
1        ■  li»7  uroudwuv,  New  Vort 

ClIAKLE^   ■.    STTIET,  Ki  ward    W.    I<EKBGLL, 

l>.l.Ni£L    MaKsU,  SlMllfl.    MC^LKOT. 


STATE  OF  NEW  YORK.— SEC  KETAiii& 
udicti,  Albany,  August  18, 1853 — To  the  Sherin 
iif  the  County  ot  New  York. — Sir  .  Notice  is  here- 
by given,  that  at  the  Geu^-ral  Election  to  the  belu 
in  this  State  on  the  Tuesday  succeeding  the  first 
Monday  of  November  next,  the  following  ofiicert 
are  to  bo  elected,  to  wit: 

A  Secretary  of  State,  in  the  of  Henry  S.  Randall ; 

A  Controller,  in  the  place  of  John  C.  Wright, 

An  Attorney-General,  iu  the  place  of  Levi  S. 
Chatfield ; 

A  State  Engineer  aud  Surveyor,  in  the  place  ol 
William  J.McAIpine ; 

A  State  Treasurer,  in  the  place  of  Benjamin 
Welch,  Junior; 

A  Canal  Commissioner,  in  the  place  of  John  C. 
Mather ; 

A  State  Prison  inspector,  iu  the  place  of  William 
P.  Angel; 

Two  Judges  of  the  Count  of  Appeals— one  in  the 
plaee  of  Charles  H-  Ruggles,  and  one  in  the  plac«. 
of  Hiram  Denio,  appointed  to  till  the  vacancy  oc 
cat>iuned  by  the  resignation  of  Freeborn  Q.  Jewelt; 

A  Clerk  of  the  Court  of  Appeals,  in  the  place  ol 
Charles  S.  Benton ; 

All  whose  terms  of  service  will  expire  on  the 
last  day  of  December  next,  except  that  of  Freeborn 
Q.  Jewett,  whivh  will  expire  on  the  last  day  of  De 
cember  lb67. 

Also,  a  justice  of  the  Supreme  Court  for  the  First 
judicial  District,  in  the  place  of  John  W.  Edmund.", 
whose  ttrm  of  office  will  expire  on  the  last  day  ol 
December  next ; 

Also,  four  Senators  for  the  Third,  Fourth,  Fifth 
and  Sixth  Senate  Distriets,  in  the  places  of  William 
McMurray,  Obediah  Newcomb,  James  W.  Beek- 
man,  and  Edwin  D.  Morgan,  whose  terms  of  office 
will  expire  on  the  last  day  of  December  next. 

COUNTY    OFFICERS    AL80    TO    BE    ELECTED  FOR    SAID 
COC.N TY  , 

Sixteen  members  Ol  Assembly;  ,  , 

Two  Justices  of  the  Sujierior  Court,  in  the  place 
of  John  Duer  and  Robert  Emmet; 

A  Judge  of  the  Couit  of  Common  Pleas,  in  the 
place  of  Charles  P.  Daly; 

A  District  Attorney  in  the  place  of  N.  Bowditch 
Blunt. 

Two  Governors  of  the  Almshouse,  in  the  places 
of  Richards.  Williams  anl  Isaac  Townsend  ; 

All  whose  terms  of  office  will  expire  on  the  last 
day  of  December  next.  .  , 

Yours,  respectfully, 
*  HENRY  S.  RANDALL, 

Secretary  of  State. 

The  above  is  published  pursuant  to  the  notice 
of  the  Secretary  of  State  and  the  requirements  of 
the  statute  in  such  case  ma<le  and  provided. 

JOHN  ORSER, 
Sheriff  of  the  City  and  County  of  New  York 


luai«i-itubi^>ei'  Kaiii'oud  Car 
:Li prill  {j^s,  eic. 

J-^HE  t'NlTEP  ST.\Ti;S  C.\R  .'"PKI.Si;   COMPANY,  ha* 
.    iita  coiLpleted  ;:ic  r  lew  I'aitory,  l.-t.-  i.i..iiiiiiiLUiriiig  aikl  fat- 
..  ^hiiix  '.o  JiuUruud  Ccmj'onUt,  and  (Jar  Ji,::Jdert,  KLbBKR 
.^PHISUS  of  lln-  \h.->\  .juality,  ou  Uie  «i'  -t  latureble  tenux. 

Ai.-o,  >ii..\lui!oii'»  sttpc-nur  Whi'J'jbJ  HO.'ili,  iiot  only  lor 
ilailruuds,  but  all  olboi-  i«urpoM»,  and  ui  aiiy  i-ize  or  tbickiie«> 
i-e«iuired.  Ollloe  Xo.  ;5  Cltlt  ^treet, 

Atig.  10,  1863.        Sid  Nbw  Vork. 

ileury  1.  lObotaioii, 

wanckai.  rcKKK  or 

>Vi.rrautcd  of  superior  (quality. 
Offlca  and  Waixhout*,  :il8  Peari  ^t..  N>v>  York. 

xUac^iiiists^  Tools. 

A  Sd'ERiOR  CLAbS,  , 

DKilGNED  {>articii;<irly  tor  Kaitroad  uurK,   iiiaauiacuirM 
li>  L.  B.  llN<r  A-  CO.,  <iate  Alukk  h.  Ting  A:  eo  ,) 
CwW,er7,  IbSa.  LOWELL    MaM. 

l>  rawing. 

BBLANDOWSKI,  Topograpiiical  and  Oma- 
•  menial  DiaugUtsuian  aud  DeMguer.  Ma^is 
av-curaitiy  di.iwu,c'Ulaigcd  or  leduceu  iiom  notes 
If  copies.  Oiuameiitaluesignaiordecoiaiiuus,iur 
.iiture,  fences  and  ornauieuiai  liouuary  woik.  Ai- 
ciiiteciural  designs.  Drawingii  livm  natuie  carc- 
lUlly  prepared. 

RtFtRE.NCEs.  Messrs.  Miller  an<i    Freund,  Lig- 
neous  Maiblc    Works,   corner  ol    Fiankiin   and 
Center  streets.  New  York.     Also  li.  \  .  Poor,  Esq.,  • 
Editor  Railroad  Journal,  ami  Zeiah  Colburu,  A*^ 
:>istaut  do. 

Address,  care  of  Railroad  Journal,  '•  Spruce 
.strett  New  York. 

OIMEO.N  DiiAPEU,  4ti  Pine  j,t.,  offers  for  sale 
O  a  variety  of  Railroad  Bonds  aud  Stocks  ;  also, 
aute.  City,  Town  and  Country  Bonds,  among 
which  are  : 

State  of  Pennsylvania  6  per  cent,  coupon  Bonds, 
51,000  each,  coupons  payable  Feb.  1  and  Aug. 
1,  in  Philadelphia,  mature  1877. 

Slate  of  Georgia  7  per  cent,  coupon  Bonds, 
:j500each,  coupons  payable  Jan.  1  and  July  1,  in 
Savannah,  mature  Ibtil. 

Slate  of  Wisconsin  12  per  cent,  coupon  Script, 
for  improvement  ot  Fox  and  Wisconsin  Rivets, 
whole  issue  ^'75,000,  coupon  payable  Jan.  1,  in 
New  York,  mature  1662. 

State  of  New  York  6  per  cent  Canal  Certifi- 
cates, interest  payable  in  New  York. 

City  of  Troy,  N.  Y.,  6  per  cent.  Bonds,  whole 
issue  $500,00<.i.  Bonds  Sl^^pO  each,  coujjons  pay- 
able  Jan.  1  and  July  1, 7n  New  York,  mature 
1867  and  1872.  • 

City  of  Newburg  6  per  cent.  Bonds,  whole  iw^ne 
S 1 00 ,OOo  coupons  payable  March  1  aud  Sept.  1,  in 
New  York,  mature  1873. 

City  of  Racine,  Wis.,  7  per  cent.  Bonds,  whole 
issue  S300,000  bonds.  $500  and  31,000  each, 
guaranteed  by  the  R.  J.  and  Mississippi  Railroad*. 
and  convertible  into  its  block,  coupons  payable 
Jan  1  and  July  1,  in  New  York  mature  1872. 

First  Mortgage  Convertible  7  per  cent.  Bonds  of 
the  Buflalo,  Corning  and  New  York  Railroad, 
whole  issue  $660,000,  couiwns  payable  in  New 
York,  April  laud  Oct,  1,  mature    1867. 

First  Mortgage  Convertible  7  pc-r  cent.  Bonds 
the  Western  Vermont  Railroad,  whole  issue  sHOO,- 

000.  cupons  payable  in  New  York  Jau   1  and  July 

1,  mature  1861-71. 

First  Mortgage  Convertible  7  per  cent.  Bonds 
of  the  Columbus,  I'iqua  and  Indiana  Railroad, 
whole  issue  of  S6tX),000,  coupons  payable  in  New 
York  Jan.  land  July  1,  maiurelb62. 

First  Mortage  Convertible  7  per  cent.  Bonds  of 
the  Mississippi  and  Rock  River  Junction,  whole 
issue  9400,000,  coupons pavale  in  New  York  Jaa  1 
and  July  1,  1868..  * 


''^f*9w" 


»I?»*»^IWP^ 


' ■>■  ■  ••.T-'l'  'f*VI'-4''!?!' 


r 


656 


AMERICAN    RAILROAD    JOtTRKAL. 


First  Mortgage  Couvurtible  8  per  cent.  Bouds  of 
the  Milwaukee  and  Mississippi  Railroad,  whole 
issue  $600,000,  comxtns  payable  iu  New  York  Jan. 
1  and  July  1,  180:i. 

First  Mortgage  7  per  cout.  Bonds,  Corning  and 
Blossburg  Railroad,  whole  issue  3^150,000,  cuupons 
payable  in  New  York  May  land  Nov.  1.  mature 
1873. 

First  Mortgage  7  j/er  cent.  Bonds,  Toloilo,  Non- 
walk  and  Cleveland,  wliole  issue  $5"2& ,000  coupons 
payable  in  New  York  Feb.  laud  Aug.  1,  mature 
1863. 

First  Mortgage  7  per  cent.  Bonds,  Mansfield  and 
Sandusky,  whole  issuu  .-ijiTiiO.^MX),  coupons  payable 
in  New  York  Jan. 1  and  July  1,  mature   I860. 

First  Mortgiige  7  per  cent.  Bonds  Vermont 
Valley,  whole  issue  S38ti,(J00,  coupun.s  payable  in 
New  York  April  1,  Oct.  1,  mature   1861. 

First  Mortgage  7  i»er  cent.  Bond-s  Troj'  ami 
Bennington  Railroad  whole  issue  $100,000  coupons 
payable  in  Troy,  New  York  Jan.  1  and  July  1, 
mature  1862. 

First  Mortgage  7  per  cent.  Bonds  New  Jersey 
Central  Railroad,  whole  issue  ;i)l,oO<>,(XJO,  coupoius 
payable  in  New  York  Feb.  1  and  Aug.  1.  mature 
186070. 

First  Mortgage  7  i>er  cent.  Bonds,  Brunswick 
Canal  Co.,  whole  issue  8200,000,  coupons  payable 
in  Now  York  Jan.  1,  July  1.  mature  1857. 

Also,  Second  Mortgage  Bonils  of  many  of  the 
above  (Jompauies,  and  7  per  cent  Bonds,  Saratoga 
and  Washiiiglon  Railroad,  whole  issue  3*'3K>,000, 
coupons  payable  in  New  York,  mature  1862. 

7  per  cent  Bonds  Troy  and  13oston,  whole  i.ssue 
S30«J,000  coupons  payable  in  New  York  April  1 
aud  Oct.  1 ,  mature  1864. 

10  per  cent.  Bonds  Mausfleld  and  Sandusky 
Railrojid  Co.,  whole  issue  fl70,tJ00,  coupons  pay- 
able in  New  York  April  1  and  Oct.  1,  mature  185;')' 
67. 

7  per  cent.  Mortgage  Bonds  of  the  Atlantic 
Steamship  Co.,  whole  issue  ^700,000,  coupons  pay- 
able in  New  York,  mature  1865. 

8  per  cent.  Convertible  Bonds  of  the  Michigan 
CeniJal  Railroad  Co.,  whole  issue  $2,459,600, 
coupons  payable  in  New  York  April  1  aud  Oct.  1, 
mature   1860. 


TYRES. 


LOCOMOTIVE  AND  CAR  WHEEL  TYRE.-^,  from  the  Manu- 
factory of  the  celebrated  ainl  well  luiowti  Iron  Works  of  the 
LOW  MOOR  CO.,  in  En^tluiid,  are  airnisheil  by  the  subscriber, 
Ageut,  by  direct  iuiportixtioii.-^,  ready  Welded,  BUxiked,  and  Roll- 
ed, ftom  only  o.sa  bar  and  with  only  one  weld,  at  a  cost  niucli 
below  that  of  any  other  stamp. 

Importations  through  the  last  year  ol" nearly  3000  Sinple- welded 
Tyres,  which  are  now  Ibiuid  ruiuiinK  on  the  iiiif>ortant  Railway;^, 
have  rendered  them  inalniost  exclusive  u.-h-,  and  their  |>ertiirmance 
of  over  20,000  miles  each,  have  elicited  the  highest  recommenda- 
Uona  of  their  superiority. 

All  work  of  this  Company  is  warranted  to  ^vo  satisfaction. 
Sample  T>Tes  may  be  seen  at  the  Co'^tal  Palace,  New  York, 
and  at  my  Warehouse,  9  Liberty  Square,  Boston. 

W.  BAILEY  LANG, 
24  Broadwat,  N.  Y. 
9  Liberty  Square,  Boston. 


Tlie   tjiraud   Trunk    Kailway 
Company  of  Canada. 

ELECTRIC  TELEGRAPH. 

THE  Directors  are  prepared  to  receive  Tenders 
for  the  erection  of  an  Electric  Telegraph  along 
the  entire  length  of  the  Company's  Line  from  Port- 
land to  Sarnia,  and  from  Richmond  to  Quebec  and 
Trois  Pistoles.  This  Telegraph  is  for  the  purposes 
of  the  company  exclusively,  and  is  to  be  erected 
in  Sections  sis  required. 

Sealed  Tenders,  marked  on  the  outside  "Tend- 
ers for  Telegraph,"  can  be  addressed  to  the  under- 
signed until  Wednesday  the  5th  of  October  next. 
Each  fender  to  specify  the  price  per  mile,  at 
which  the  POSTS  and  ONE  WIRE  will  be  supplied 
and  erected,  and  the  price  per  INSTRUMENT,  at 
vyUich  they  will  be  supplied. 

The  Directors  do  not  bind  themselves  to  accept 
the  lowest  Tender. 

By  order.  0.  P.  RONEY, 

Managing  Director. 
Montreal,  14th  Sept..  1853. 
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L«nfih  o(  ipu,  aajrtknf  (iMTt  cfVIM  fe«t  whh  per- 
fect s^etj  for  MTery  kiad  af  tnvvL  Tk«  aWra  nt 
rvprcMBta  •  WoodM  Bri^  witk  «  r««f.  TIm  amtaf  •- 
Bent  for  th«  Iroa  Bridfe  u  ra«k  w  t«  aTcid  all  ua 
bad  eflfeeto  ofeiiaaffM  of  Tomntv*.  For  ■  fnll  de»- 
•ripti«a«  ■••  panpElots ;  for  rarthor  iafonnation,  re»- 
peating  modoto,  nfhu,  Jfcc  .  apfty,  br  loner  or  other- 
wwo,  t«  kum  wam,  m  Joohva  P.  Thatui,  Pr»> 
■iMMB.  OMOrMffMrt.  Mm 
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Notice  to  Contractors. 


BB^cg-ij»  111  miHf     miwiiiyiini     ag»  ma     i^wii 
ALLEGHANY  VALLEY  RAILROAD  LETTING. 

SEALED  PROPOSALS  will  be  received  at  the 
subscribers  office,  in  Kittanning,  Armstrong 
county,  Pa.,  until  sunset  of  Tuesday,  Oct.  18,  for 
doing  the  Qrading  and  Masonry  between  Kittan- 
ning aud  the  mouth  of  Mahoning,  10  miles,  and 
grading,  masonry  and  tunnelling  on  all  the  heavy 
jobs  between  the  moath  of  Mahoning  and  Brook- 
\-ilIe,  36  miies.  This  division  embraces  all  the  tun- 
neling on  the  line. 

Proposals  will  also  be  received  for  the  deliver}' 
of  cross  ties  on  the  line  between  Pittsburgh  and 
the  mouth  of  Mahoning,  65  miles.  The  cross  ties 
to  be  9  feet  long,  7  by  8  inches,  of  white  oak,  red 
beech,  chesniit  or  other  approved  lumber. 

Proposals  may  be  left  at  the  office  of  the  sub- 
scribers, in  the  city  of  Pittsburgh,  Water  street, 
above  Market,  until  Monday,  the  17th  of  Octo- 
ber. 

The  work  on  the  line  will  be  ready  for  examin- 
ation on  and  after  Saturday,  Oct.  8,  at  which  time 
the  plans  and  specifications  may  be  seen  at  the  of- 
fice in  Kittanning.  For  further  information  appli- 
cation may  be  made  to  Franklin  Wright,  Principal 
Assistant  Engineer,  Kittanning;  to  W.  Milnor  Ro- 
berts, Chief  Engineer  ;  George  R.  Eichbaum,  As- 
sociate Engineer,  Pittsburgh ;  Hon.  William  F. 
Johnston,  president,  or  to  the  subscribers, 

CHAMBERLAINS,  LEECH  &  Co. 


Notice  to  Contractors. 

OGDENSBUIIGH,  CL.\YTON  AND  ROME  RAIL- 
ROAD. 

THE  OGCENSBURGIL,  CLAYTON  &  ROME 
RAii-  ROAij  co.-.ir.wy  will  receive  proposals 
at  their  Ollice  in  tlic  Villagi  of  Home,  until  the 
24th  day  of  Octob'-i-  n.  xt,  (or  the  construction  of 
their  railroad  iVom  Rome  to  Ogdcnsburgh,  to  be 
completed  as  follows  : 

The  Road  between  Rome  and  Boonville  by  the 
Ist  day  of  August  next.  Between  Boonville  and 
Denmark  by  the  1st  day  of  October,  1854. 
Between  Denmark  aud  Philadelphia  by  the  Ist 
day  of  May  1855.  Between  Philadelphia  and 
Ogden-sburgh  by  the  1st  of  November,  1865, 

The  proposals  will  be  received  for  the  con- 
struction of  the  whole  Road,  including  Lumber 
Ties  and  all  other  materials,  with  or  without  the 
Rails,  in  one  coiilract,  or  in  short  sections,  at  the 
option  of  contractors,  or  offers  will  be  received 
for  furnishing  the  Lumber,  Tics,  and  other  ma- 
terials separately,  either  for  the  whole  Road  or  for 
sections. 

The  Maps,  Profiles  and  Plans  of  the  Road,  to- 
gether with  specifications  of  the  work  and  materi- 
als will  be  ready  for  the  inspection  of  Contractor* 
at  the  office,  on  or  before  the  10th  day  of  October 
and  Engineers  will  then  be  ready  to  show  the  line 
of  the  Road  to  persons  desirous  to  contract. 
By  Order  of  the  Executive  Committee, 

HENRY  A.  FOSTER,  President. 
R.  S.  DoTV,  Secretary. 

Sept.  12,  1853. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectftilly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printino  of  Exhibits 
Time-tabUs,  Circulars,  Tickets,  <f>c.,  tf-c. 

J.  H.  SCHULTZ  Sl  CO. 

New   York  April  9,  1868. 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 

HENRY  V.  POOR,  Editor^ 
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1^*  Tiie  Alec/uinical  Engineering  department  of 
this  paper  will  be  uuder  the  charge  of  Mr.  Zerau 

COLBUKN. 
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Pn'St-nt  State  of  the  Mqney  Market 657 

Adaptation  of  Locomotives 058 

Journal  of  Railroad  Law 659 

Penobscot  Railroad 66U 

Atlantic  and  St.  Lawrence  Railroad 661 

Columbus,  Piqua  and  Indiana  Railroad 662 

Peru  and  0(|uawka  Uaili  oad 662 

Lawrenccburg  and  Indianapolis  Railroad 662 

Petersbni  gh  Railroad 660 

Slock  aid  Money  Market 660 

Railroads  torniiiiating  at  Chicago 067 

Mississippi  Central  Railroad , 667 

And^o^c<>{.'gill    Railroad 667 


of  their  own  means  to  the  development  of  resour- 1  rate.  The  annual  accumulation  of  a  nation  of  over 
ces  made  available  by  our  roads,  so  that  their  pro-  26,000,000  of  i»eople.  with  greater  resources  than 
grcss  in  all  other  enterprizes,  has  very  nearly  keep  jare  posses.sed  by  any  other,  skillul  and  pros^K-roui  - 
pace  with  the  progress  of  our  highways.     In  thejto  an  extraordinary  digree,  must  be  very  great. 
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m  an  time,  the  immense  exj)endilure  upon  rail-i 
ways  stimulated  every  kind  of  business,  created  an 
active  demand  for  labor,  and  for  all  kinds  ol 
food,  at  the  highest  lates  of  compensation.  Every 
person  in  the  community  shared  in  the  general 
pro8i>erily.  The  money  that  went  into  railroads, 
returned  again  to  the  cities  in  the  ordinary  coui-se 
of  businness,  and  gave  an  unusual  impulse  to  the 
trade,  so  that  for  a  year  or  two  past  our  people 
have  seemed  to  enjoy  a  commercial  millennium. 

Under  the  state  of  things  we  have  described,  it 
is  natural  that  the  operations  of  our  people  should 
be  somewhat  extended.  They  are  accustomed  to 
have  their  Itands  full,  whatever  they  m.iy  under- 


Saturday,  October  15,  1853. 

«<Tha  •k'lmes*'. 

The    present    stringency  in     monetary  affairs 
contrasts  so  strikingly  with  the  ease  which  pre- 


But  it  must  be  remembered  that  while  we  bare 
probably  greater  aggregaU.*  wealth  than  an  equal 
number  of  people  in  any  part  of  the  world,  that 
this  wealth  is  so  subdivided,  and  is  made  to  con- 
duce so  generally  to  the  comfort  and  luxury  of  tlie 
mass,  that  a  comparatively  small  portion  only  re- 
mains for  investnunt.  In  Europe,  the  profits  of  la- 
bor go  into  the  hands  of  a  small  number,  and  the 
immense  accumulations  in  few  hands  give  the  ap- 
pearance of  great  wealth,  while  in  fact  the  nation 
may  be  much  poorer  than  ourselves,  though  they 
may  have  more  of  active  capital  seeking  invest- 
ment. What  in  the  latter  case  is  surplus,  has  been 
eaten,  drank,  and  worn  out  by  our  people.     Vast 


take.     Their  pursuits,-  however,  have  been  in  a  sums  in  few  bands  necessarily  implies  the  poverty 


of;  the  many.  In  this  country,  too,  the  greater  op- 
|>ortunities  for  the  employment  o\  capital  will  not 
suffor  its  accumulation  :  so  that  "reaily  means" 
are  scarce,  and  money  commandsa  high  rate,  while 


right  direction,  and  exercised  upon  legitimate 
objects.  They  have  not  as  in  1837  been  occu- 
pied in  building  up  paper  cities,  and  in  similar 
speculations,  which  absorbed  their  energies  and 

means,  without  the  least  useful  results.  All  aretho  greatest  abundance,  and  material  good,  are  eo- 
now  as  they  have  been,  employed  in  adding  as  far  as  joyed  by  our  people, 
vailcdaycarsii.ce.tliatafewremarksastothecause  in  their  power,  to  the  aggregate  wealth;  one;  If  for  the  future  we  shall  be  comi>elled  to  rely 
of  the  change,  the  j)robable  continuance  of  a  tight  j  by  an  improved  cultivation  of  his  farm;  another '  upon  our  own  means,  we  have  only  to  proceed  in 
market,  and  the  effect  it  is  likely  to  have  upon  our .  by  opening  a  coal  or  iron  mine ;  a  third  by  the  the  path  we  have  been  pursuing,  at  a  slwer  rate. 
Railway  projectJ?,  may  not  be  inappropriate  to  the  erection  of  a  manufacturing  establishment ;   an-  But  we  do  not  believe  this  as  likely  to  be  the  case. 

other  by  building  ships  upon  an  improved  model ;  We  do  not  believe  in  an  European  war.  We  have 
each  at  work  in  his  own  way  for  Jie  general  good,  no  doubt  that  the  apprehensions  of  it  will  soon  be 
and  all  having  engagemejits  on  hand,  fully  up  to  removed,  and  that  as  far  as  our  railroads  are  con- 
his  ability  to  meet.  jcemed,  the  future  will   repeat  and   improve  upon 

So  employed,  the  present  pinch  in  the  money '  the /j<m/.  Luckily  our  railroads  have  made  that 
market  seizes  us.  We  find  that  a  portion  of  capi- '  progress,  and  have  reached  a  point  which  will 
tal  that  has  been  so  steadily  and  freely  dealt  out  enable  them  to  withstand  any  pri-ssure  to  which 
tons,  is  suddenly,  and  unexpectedly  withheld,  j  they  will  be  likely  to  be  subject.  No  financial  cris- 
The  effect  is  pretty  much    the  same  in  business | is  can  involve  these  works  in  em barrassmtnt  and 


occasion. 

The  main  cause  of  the  present  stringency  is  the 
almost  entire  falling  oti' of  supplies  of  capital  from 
Europe,  caused  chiefly  by  an  apprehension  of  a 
war  between  Russia  and  Turkey,  and  of  the  re- 
sults that  would  be  likely  to  follow.  For  several 
years  past,  we  have  been  in  the  receipt  from  abroad 
of  large,  and  constantly  increasing  sums  for  invest- 
ment incur  railroads,  equal,  probably,  for  two  or 
three  years  to  $50,000,000  annually,  and  which 
created  a  constant  and  steady  demand  for  all  the 
obligations  of  our  Railroad  companies,  and  of 
•  municipal  corporations,  the  safety  of  which  was 
unquestioned.  For  svch,  for  two  or  three  years 
back,  the  demand  has  exceeded  the  supply.  To 
this  steady  supply  of  foreign  capital,  are  our 
people  in  a  great  measure  indet>ted  for  the  wonder- 
ful progress  they  have  made  in  all  their  industrial 


matters,  as  would  be  a  half  supply  of  fuel  to  a 
steam  engine,  which  must  either  reduce  its  speed, 
or  throw  offpartof  its  load.  One  or  the  other  is 
inevitable,  so  long  as  motive  power  is  wanting. 
With  a  continuance  of  the  present  condition  of  the 
market,  our  people  cannot  expect  to  move  along 
with  the  same  speed  that  has  characterized  them. 
For  the  future  they  must  regalate  this  speed  by 
the  means  they  have  for  creating  it.     But  without 


parsuits,  particularly  in  the  construction  of  rail- 1  any  aid  from  abroad,  their  is  no  doubt  we  can  con- 
It  enabled  them  to  devote  a  large  portiooltinue  the  coitftraction  of  rulroads  »t  a  very  rapid 


ruin,  as  did  that  of  1837.  Then, the  schemes  were 
only  commenced.  Suw,  they  are  completed,  and 
in  successful  operation.  There  was  then  nothing 
to  snstain  or  support  pu(>lic  confidence.  Suw,  the 
success  of  our  railroads  are  vindicating  all  that 
was  claimed  for  ihem,  and  their  immense  earnings 
inspire  a  confidence  in  their  succees,  that  do  re> 
verse  can  shake.  There  is  no  doubt  whatever,  that 
the  entire  investments  In  railroads  in  the  United 
States  is  paying  at  least  seven  per  cent,  and  will 
continue  to  do  so  for  years    The  earaio^  of  oor 
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roads  are  iucreasiiig  ia  an  extraordinary  degree, 
not  only  to  keep  pace  wiih  the  great  progress  of 
the  country,  but  from  the  rapid  fusion  of  the  hith- 
erto isolated  lines,  into  one  grand  system.  Every 
road  (except  it  be  n  rival  line,  aod  we  have  few 
such,)  helps  the  business  of  all  others  with  which 
it  connects.  Already  are  the  traffics  of  the  trunk 
lines  swelled  to  an  extraordinary  extent,  as  are 
the  waters  of  a  mighty  river  by  the  constant  con- 
tribution of  tributary  streams.  In  proof  of  this, 
we  have  only  to  look  to  the  earnings  of  our  roads 
in  New  York.  The  increase  on  the  Central,  Erie 
4'  Hudion  River  Roatif,  is  extraordinary,  and  we 
see  no  reason  why  this  should  not  go  on  for  years, 
in  the  same  ratio  as  they  have  for  the  present.  As 
we  go  west,  we  And,  in  fact,  a  still  greater  in- 
crease. The  progiv8.s  of  tuhc  works  are  seen  as  dis- 
tinctly in  the  increa  ed  business  of  the  other  roadt> 
as  in  any  other  way.  Look  for  instjinee  at  the 
wonderful  increase  on  the  Michigan  Southern 
railroad  At  the  rate  for  September,  this  roart 
would  earn  for  the  present  j  ear  S'2,400,000,  or 
nearly  40  per  cent  u|>on  its  present  cost.  This  road 
is  probably  doing  no  better  than  the  Cleveland  & 
Toledo.  The  great  receipts  of  these  roads,  an 
owing  mainly  to  the  rapid  dcvelopement  of  rail- 
roads westward  from  Chicago.  The  roads  terminate 
ing  at  this  city  are  meeting  with  remarkable  suc- 
cess, and  are  among  our  most  proliUiblu  lines,  al- 
though they  traverse  what  only  about  ten  years 
since  was  continued  waste,  without  inhabitants  or 
cultivation. 

In  Ohio,  the  Cleveland  &  Colnmbus,  Little  Mia- 
mi, Mad  River,  and  Cincinnati,  Hamilton  and  Day- 
ton ,  roads  are  now  reaping  a  double  harvest  trom 
the  opening  of  com  ecting  lines.  What  is  true  of 
the  roads  cited,  is  equally  so  of  our  railroads 
throughout  the  United  Slates.  All  are  enjoying 
an  unusua  sejison  of  prosperity.  As  a  system, 
they  are  too  firmly  grounded  to  succumb,  or  U> 
have  their  usefulness  and  revenues  ii^juriousl}'  af- 
fected under  a  financial  crisis.  There  can  be  no 
doubt  that  the  future  will  lully  sustain  the  confi- 
dence now  felt  in  our  railroads,  and  that  the  in- 
trinsic value  of  these  works,  which  yield  so  large 
an  income  upon  their  cost,  will  be  a  great  safe- 
guard against  any  commercial  crisis. 

In  what  we  have  said  we  have  taken  the  least 
encouraging  view  of  the  case.  Our  safety  consisu- 
in  not  only  having  invested  wiseli/  the  money  that 
has  gone  into  our  public  works,  but  in  the  weaUh 
whicn  they  themselves  create.  We  so  often  elabo- 
rated this  idea,  that  we  deem  it  useless  to  repeat 
what  must  be  so  familiar  to  all.  In  a  very  few 
year.'*  the  wUolo  aggregate  cost  of  our  roads  is  re- 
turned to  our  people,  by  the  saving  effecting  in 
tranportation,  which  gives  real,  commercial,  value 
to  what  previously  were  m«rely  elements  of  wealth. 
Our  roads  therefore  instead  of  yielding  7  per  cent, 
are  directly  and  indirectly  producing  25  per  cent, 
annually.  Of  this  no  one  can  doubt  who  has  paid 
any  attention  to  the  subject.  We  repeat  therefore 
that  as  far  as  our  railroads  are  concerned  the  con- 
dition of  the  country  was  never  so  sound,  and  that 
a  commercial  crisis  bearing  any  resemblance  to 
that  of  1837  is  Impossible.  The  property  invested 
In  railroads  in  the  United  States  was  never  so  va- 
luable as  at  the  present  insUnt,  and  never  making 
so  large  earnings  upon  its  cost ;  and  there  was 
never  a  time,  where  they  were  better  entitled  to 
command  the  public  confidence  and  support. 


,T^ 


AdapttMion  or  L.oc«mo«iTca.  dt  OrosTenor'd   fii'bt  class,  oUUiue  CO  neettd  engl- 

Among  the  excellent  varietes  of  Locomotives  now  inyg  ^jjIj  »  heavy  train  moving  bfy  miles  p«.r 
produced  by  the  builders  of  this  country  our  rail-  tour  on  the  level  parti  of  the  road,  and  40  miki 
roads  can  generally  make  a  selecUon  which  shall  jp^y  t,ou-,  on  grades  of  l-176lh  ascent,  or  thirty 
fulfill  all  the  conditions  of  the  service  required.  ' 

The  most  effective  proportions  of  locomotives  a|)- 
pear  to  be  well  established,  as  well  as  the  best  ar 
rangements  of  their  parts  and  processes  of  their 
construction.  All  lines,  therefore  can  supply  them- 
selves with  motive  power  of  a  first  class  quality. 
But  beyond  the  product  of  the  hands  of  the  skill- 
ful and  successful  builder  there  is  a  profitable  efild 
for  the  adaptation  of  pari  icular  arrangements  and 
proportions  to  particular  lines  and  particular  de- 
scriptions of  service.     We  [believe  many  lines  fail 
in   securing  the  best  engines  suited   to  their  road 
from  adopting  too  readi  y  the  "sbindard  pattern" 
of  the  builder.     Buildeis  are  generally  competent 
to  perceive  the  propriety  of  special  modifications 
and  to  carry  them  out,  but  their  own  interests  are 
best  subserved  by  having  one  plan  for  all  their  en- 
gines and  at  the  same  time  they  are  not  generally 
fully  informed  of  all  the  conditions  under  which 
their  engines  must  work.     We  believe  that  the  ef- 
ficiency  and  reliability  of  the  motive  iK>wer  of  a 
road  cannot  to  better  secured  than  by  being  regu- 
lated in  extent  aud  character  by  the  exact  service 
It  is  called  upon  to  perform  and  this  for  different 
ivads,  is  infinitely  varied.     We  will  show,  in  brid 
the  con>iderations  which   should  determine  the 
construction  of  locomotives  generally  to  adapt  them 
to  the  different  service  imposed  by  diff.  rent  lines. 
The  business  and  its  extent  must  determine  th^ 
distinc  live  classes  of  engines  ordered.     Almost  all 
roads  require  at  least  distinctive  freight  and  pas- 
senger engines,  but  the  difference  as  generally  madi 
as  we  have  l>efore  stated  is  a  difference  of  six  inches 
or  a  foot  in  the  diameter  of  the  diiving  wheels  witli 
a  difference  of  one  eighth  inch  in  the  lead  of  tin 
valves.  Ou  roads  doing  a  moderate  bu.>iiuess  and 
those  especially  running  mixed  trains  this  extent 
ofdiffjrence  in  perhaps  sufficient,  but  for  impor- 
tant lines  having  a  heavy  business  in  each  depart- 
ment of  transportation  it  is  not  enough.     A  heav> 
through  freight  requires  an  engine  which  has  beei. 
oefore  desci  ibed  and  is  already  adopted  on  som<. 
of  the  oldest  and  most  important  lines.  It  may  bi 
uriefly  stated  in  this  place  as  the  outside  connec- 
ted, ten  wheel  engine   with  center  bearing   truck, 
link  motion,  chilled  tires  and  adapted,  generally  in 
the  middle  states,  for  burning  coal,     for  a  lighter 
traffic  an  eight  wheel  engine  of  reduced  weight  is 
of  course  adapted.  ^    .  ' 

A  heavy,  express  passenger  travel  requires  a 
heavy  class  of  engine,  with  the  weight  freely  be- 
stowed in  the  ^oz^r,  carrying  as  little  dead  weight 
as  possible,  and  having  generally  larger  divers  than 
what  are  commonly  allowed  in  passenger  engines. 
Wu  are  convinced  by  our  own  observations  and 
by  the  growing  preference  for  the  outside  connec- 
tion that  it  is  ttu  arrangement  peculiarly  suited 
for  any  engine  for  a  narrow  gauge  road.  We  have 
frequently  tested  the  motion  of  these  engines  aud 
with  the  usual  plan  of  balancing  adopted  by  mosi 
builders  could  detect  no  more  UiiSteadiness  than 
upon  the  best  running  inside  connections,  while  iii 
all  other  respects  the;  are  admitted  as  every  way 
superior.  Only  a  week  since  we  rode  out  upon  the 
Cincinnati,  Hamilton  Sl  Dayton  railway  in  compa- 
ny with  Mr.  Daiiiel  McLearn,  the  master  of  ma^ 
chinery,  andBtepp«d  upon  one  of  Bogecii,  Ketchum 


ft  per  sUIq,  th)^  forward  end  of  the  engine  ranged 
constantly  in  a  true  line  with  tiie  rails,  while  there 
WHS  not  the  least  perceptable  fore-and  aft  motion 
at  the  coupling  bir  between  the  engine  and  tender. 
This  Is  "but  one  Instance  out  of  a  number  which 
have  come  under  our  own  observation  while  large 
numbers  of  the  same  chiss  of  engines  are  doing 
qquaJlyas  well  in  other  parts  of  the  country.  There 
is  som<  tmcs  an  imp  ession  entertained  that  the 
great  passenger  lines  of  the  country  are  stocked 
with  inside  connected  engines  whereas  the  reverse 
is  really  the  case.  The  heaviest  and  fastest  en- 
gines, (comprising  a  large  proportion  of  the  equip- 
ment) of  the  Hudson  River,  New  York  Central,  New 
Jersey,  Pennsylvania,  New  York  and  New  Haven, 
Cleveland,  Columbus  andCi'icinnati,  aud  others  of 
the  great  passenger  lines  of  the  country,  are  outside 
connections. 

We  will  not  continue  our  remarks  upon  the  con- 
struction of  engines  any  farther  than  so  far  as  re- 
lates to  their  adaptation  to  s(>ecial  service.  Pas- 
senger engines  should  difier  from  freight  engines 
in  the  distribution  of  their  weight,  valve  adjust- 
ments, and  proportions  of  driving  wheels ;  the  lat- 
ter being  o(  much,  larger  dimensions.  In  passenger 
engines  the  boiler  room  and  steam  passages  re- 
quire also  to  be  of  more  ample  dimensions  than 
for  any  other  class.  And  in  passenger  ^engines 
e.specially  should  "deadweight",  or  an  undue 
weight  of  the  running  parts,  be  carefully  avoided. 

Balliist  engines  should  also  possess  distinctive 
features.  A  boiler  made  to  carry  water  well  above 
the  tubes,  pumps  of  large  capacity,  valves  ad- 
ju!>ted  generally  to  admit  steam  through  a  iarge 
part  of  the  stroke,  the^bseuce  of  a  truck,  a  short 
A'heel  base,  chilled  tires,  simplicity  and  strength 
of  parts  and  plain  finish  are  all  appropiiate  to  en- 
gines of  this  class,  Chilled  tires  are  e8|>ecial]y  ap- 
plicable to  such  engines,  not  only  from  their  eco- 
nomy and  safety,  but  from  their /ar  greater  durO' 
.tun  when  run  backwards  much  of  the  time,  and 
also  in  running  forward  where  there  is  no  truck. 
An  engine  used  only  upon  the  construction  of  new 
track  should  have  more  allowance  for  motion  in 
the  i^destals  and  for  the  rise  and  fall  of  the  boxes 
and  springs  than  for  ordinary  engines.  A  long, 
heavy  spring  is  generally  found  best. 

In  the  freight  aud  the  ballast  engine  it  should 
be  an  established  principle  that  the  weight  of  the 
engine  should  determine  its  own  distribution.  The 
certainty  which  the  chilled  tire  afibrds,  in  the  case 
of  three  or  more  pairs  of  connected  drivers,  of 
preserving  an  uniform  diameter,  is  one  inducement 
towards  the  use  of  coupled  drivers,  and  in  the 
case  of  heavy  freight,  or  of  ballast  engines  without 
trucks,  becomes  of  especial  value. 

We  believe  also  that  few  roads  need  fear  to  ad- 
opt flanges,  on  all  the  wheels  of  their  engines.  By 
observation  upon  the  wearing  of  tires,  where  two 
or  three  pairs  of  flanged  tires  are  used  together 
>n  roads  having  moderately  sharp  curves,  it  is 
found  that  the  forward  flanged  tires  arc  no  more 
worn  than  the  others,  while  all  th«  flanges  are 
kept  whole  for  a  much  longer  time.  This  com- 
paratively short  driving-wheel-base  of  most  freight 
engines  is  one  reason  for  this,  while  the  wear 
otherwise  borne  by  one  flang«  is  shared  by  two  or 


■^lifnillU  mfV  l"»J  .4SF-!l^^pw^WB!BiW!f?!iW^W«« 


m  yi^ .  .M  f'ti'vvmmvw 


AMERICAN    RAILROAD    JOtTRNAL. 


669 


three.  The  engine  runs  sieailier,  the  Urea  keej 
their  equnlity  of  t>ize  much  better,  and  hi  the  cast 
of  wrought  tires  under  heavy  uDginos,  are  lesi 
hkt'ly  to  strelch,  aud  become  loose.  There  is  als< 
probably  more  adhesion  to  a  flanged  than  to  a 
plain  tire. 

Id  addition  to  the  extent  of  the  business  of  a 
road,  the  grades  will  also  of  course  determine  the 
capacity  of  the  engine.  The  resistances  to  freight 
engines  aro  doubled  upon  grades  of  26  fvct  per 
mile  and  threbied  upon  grades  of  60  feet  per  mile. 
Boads  havir.g  a  considerable  number  and  extent 
of  75  feet  or  80  f^et  grades  require  engines  of  the 
heaviest  class  allowed  by  the  gauge  of  the  road. 

The  curves  upon  a  road  determine  the  length  of 
wheel  base,  allowance  f(tr  lateral  motion  of  tirey 
and  disjtosilion  of  weight  upon  trucks  whether  on 
side  or  centre  bearing  (the  trucks  for  short  curve* 
having  always  centre  bearings.) 

The  condition  of  the  track  will  determine  the 
strength  and  stiffness  of  springs  and  the  allow- 
ances for  vertical  play  of  boxes,  &c.  This  con- 
sideration is  of  tlie  most  consequence  in  the  selec- 
tion of  ballast  engines  for  construction. 

The  character  of  the  fuel  should  influence  th( 
proportions  of  the  boiler.  For  a  fuel  of  seasoned 
pine  a  smaller  furnace  will  suffice  than  for  green, 
hard  wood.  Green  wood,  especially  if  hard,  re- 
quires a  greater  depth  of  furnace  below  the  tubes 
to  hold  a  body  sufQcieut  to  supply  a  constant 
riame.  For  coal  important  modifications  of  the 
furnace  are  necessary.  These  consist  chiefly  in 
an  extension  of  the  grate  surface  combined  with 
a  moderate  depth  of  furnace.  The  grates  also  re- 
quire means  for  moving  them  occasionally  to  clear 
the  fire  of  clinkers. 

The  quality  of  the  water  used  should  influence 
the  length  of  the  tubes,  width  of  water  spaces 
around  furnace,  depth  of  water  spaces  below  grate, 
number  of  blow  ofi"  cocks,  and  allowance  of  steam 
room.  The  use  of  impure  water  is  attended  with 
more  difficulty  in  a  boiler  having  long  tubes,  as 
these  are  most  apt  to  leak.  The  water  spaces  re- 
quire to  be  wide,  and  should  extend  a  few  inches 
below  the  grate,  to  hold  deposits  of  sediments. — 
Two  blow-oflT  cocks,  one  on  each  side  of  the.  fire 
box,  are  better  than  one  in  clearing  a  foul  boiler. 
Boilers  intended  for  using  poor  water  should  not 
be  limited  in  steam  room.  Many  are  inclined  to 
the  opinion  that  the  quality  of  the  water  should 
determine  the  material  of  the  tubes  and  tube- 
sheets,  but  no  definite  rules  can  be  given  to  guide 
this  choice.  The  experience  which  prefers  copper 
or  brass  tubes  in  particular  instances  has  not  been 
found  to  be  generally  applicable. 

The  character  of  the  attendance  likely  to  be 
bestowed  upon  an  engine  and  the  nature  of  the 
business  under  which  it  is  used,  should  determine 
the  extent  and  character  of  the  finish. 

All  these  modifications  are  found  to  exist  in  the 
engines  of  dilTerent  builders.  Each  is  advocated 
by  some,  but  the  value  of  all  depends  upon  the 
applications  which  are  made  of  them. 

Many  of  the  old  and  important  lines  of  the  coun- 
try have  done  much  to  fix  a  standard  of  motive 
power  for  themselves.  The  Baltimore  and  Ohio 
road  have  fixed  a  pattern  of  freight  engines,  eve- 
ry way  adapted  for  their  business,  and  applicable 
to  many  other  roads  of  similar  character.  The 
Hudson  River  company  have  established  a  gener- 
al stylj  of  passenger  engine  which  la  every  way 


.i<iapted  to  the  -j-.turf  of  their  travel  and  the  char- 
acter of  their  road.  ... 

The  adaptation  of  their  own  engines  Is  the  prop- 
er province  of  each  company,  and  is  as  profitable 
in  its  results  as  cftbrLs  for  improving  the  locomo- 
tive. The  locomotive  is  already  nearer  perfected 
than  any  other  member  of  the  railway  system, 
and  all  roads,  however  much  they  economise  in 
the  cost  of  their  linos  generally  aim  to  secure  first 
class  motive  power.  The  corapotiiion  of  railroads 
more  than  of  locomotive  builders  has  been  the 
cause  of  most  molern  improvements  of  locomo- 
tives, and  this  result  has  assimilated  the  styles  of 
engines  throughout  the  country  much  nearer  to  a 
general  pattern  than  formerly.  The  distinctive 
characU-'ristics  of  enjjines  by  different  builders, 
iiave  become  modified  and  blended  so  that  the  lo- 
comotive o(  185-3  represents  a  general  style,  wiiere- 
as  ei^ht  years  since  the  engines  of  dift'^^rout  build- 
ers were  widely  different. 

The  relations  which  the  improvements  upon  lo- 
comotives bear  to  those  of  railroads  ra.-iy  be  said 
to  be  that  those  upon  locomotives  have  required 
much  study,  and  at  the  same  time  have  cheapcn- 
i.-d  the  engine,  while  those  upon  railroads  .suggest 
themselves,  and  generally  involve  increased  ex- 
pense. It  requires  but  little  observation  and  re- 
flection to  comprehend  the  essentials  of  good  roads, 
but  the  difference  in  the  quality  of  roads  may  be 
generally  measured  by  the  difference  in  their  cost. 
The  complicated  workmanship  of  the  loct>motive 
of  five  years  since,  has  however,  given  place  to 
simpler,  cheaper  and  more  eflTective  arrangements 

jr»iirnal  of  Railroad  liavv. 

The  following  decisions  contained  in  the  recent- 
ly issued  13th  volume  of  Barbour's  Reports  of  the 
Supreme  Court  of  New  York  will  be  foimd  worthy 
of  observation. 

WIIE?»  CAV    A  JIDOE    DISMISS  A    CASE  WITHOUT    SITB- 
MiTTING  IT  TO  THE  JL'HYI 

This  proceeding  has  been  sanctioned  by  the  Su- 
preme court  in  the  following  case.  An  action  was 
commenced  against  a  railway  company  to  recover 
dam;iges  in  consequence  of  an  injury  sustained 
from  being  run  against  by  the  locomotives  of  de- 
fendants while  crossing  the  railroad  track  in  a 
sleigh.  It  appeared  from  the  plaintifi's  testimony 
which  was  clear,  explicit  and  undisputed  that  the 
negligence  and  imprudence  of  the  j)erson  injured 
contributed  to  the  injury.  The  Judge  (Barculo,) 
observed  that  "a  man  whorushesheadloug against 
a  locomotive  engine,  without  using  the  ordinary 
means  of  discovering  his  danger,  cannot  be  said  to 
exercise  ordinary  care ;  and  the  rule  is  well  set- 
tled that  where  the  carelessness  of  the  person  in- 
jured contributed  to  the  injury, an  action  for  dam- 
ages cannot  be  sustained.  *  *  *  If 
there  had  been  conflicting  evidence,  or  if  the 
proofs  had  left  the  matter  in  doubt,  the  case  should 
have  been  submitted  to  the  jury.  But  when  upon 
the  plaintiff's  own  showing  he  has  no  cause  of  ac- 
tion, or  has  defeated  his  claim  by  his  own  miscon- 
duct there  can  be  no  propriety  in  requiring  the  ju- 
ry to  pass  upon  the  evidence.  For  if  the  jury 
should  find  a  verdict  against  law,  the  court  would 
set  it  aside.  In  mo&t  cases  the  result  would  be 
the  same ;  for  juries  usually  And  according  to  the 
directions  of  the  judge,  where  there  is  a  strong 
preponderance  of  testimony.  But  there  are  cases 
in  which  this  cQuformity  of  opinion  may  not  exist. 
*       *    Compassion  will  sometimes  exercise  over 


the  decision  of  a  jury  an  influence  which  however 
jlionorable  to  them  as  philauthrop)hists,  is  wholly 
inconsistent  with  the  ends  of  justice.  There  is 
therefore,  a  manifest  propriety  in  withdrawing 
from  the  consideration  of  the  jury,  cases  in  which 
the  p'aintiff  fails  to  show  a  right  of  recovery.'  Ear- 
ing vs.  New  Tork  and  Eric  railroad  Co 

Rlles  is  Cask  of  apfiiisals  oe  land  Taken  rot 

RAILROAD.S,  A.ND  THE  REVIEW  OF  REPOBTS  OF  COM" 

-Ml.SSIONERS 

Any  technical  dep.irture  from  established  rules 
in  the  admi.s.<iion  or  rejection  of  evidence  will  not 
be  alowed  to  aflect  theai>praisal,  unless  it  appears 
that  such  error  has  iijured  the  party  apiiealing. — 
If  the  Court  is  satisfied  that  the  commissioners 
have  not  errwl  in  the  principles  np<>n  which  they 
have  made  their  apprais.Hl,  no  other  error  will  be 
sufficient  to  send  the  case  back  for  revirw.  In 
making  appraisals  of  the  damage  susUiined  by  a 
jK'rson  whose  property  is  taken  for  the  purposes  of 
a  railroad,  the  true  rule  is  to  determine  what  will 
be  the  effect  of  the  propo.sed  change  \x\wxi  the  mar- 
ket value  of  the  property  remaining.  The  proper 
inquiry  is,  wliat  is^the  entire  proi>eity  now  fairly 
worth  in  the  market,  and  what  will  that  part  not 
Uiken  be  worth  after  the  improvctncnt  is  made. 

The  Troy  and  Bdston  Railroad  Company,  xt.. 
Lee. 

CATTLE  GUARDS  NOT  RF.4CIRED    FOR -STREETS. 

The  provision  in  the  Sutute  of  1848,  requiring 
railroad  companies  to  construct  and  maintain  cat- 
tle guards  at  all  road  crossings,  sufficient  and  suit- 
able to  prevent  cattle  and  animals  from  getting  on 
the  railroad  does  not  apply  to  streets  in  cities  and 
villages.  Accordingly  a  railroad  track  being 
laid  through  a  street  in  Waterford,  at  the  end  of 
the  street  entering  on  a  bridge  across  the  Mohawk, 
it  was  held  that  a  railroad  company  werr'  not  bound 
to  erect  a  cattle  guard  at  the  entrance  upon  the 
bridge,  and  that  they  were  not  liable  for  the  value 
of  an  animal  destroyed  by  the  locomotive  in  cross- 
ing over  the  bridge ;  there  being  no  charge  of  neg- 
ligence. Cattle-guards  would  be  a  nuisance  in  the 
streets  of  a  village  or  city.  Vandecker  vs.  Rens.  d. 
Sar,  R.  R.  Co. 

LIABILITY  FOR  KILLING  CATTLE. 

If  a  plaintiff's  cattle  were  wrongfully  on  the 
track  of  the  railroad,  the  company  are  not  liable 
for  negligently  running  an  engine  upon  and  killing 
the  same. 

Where  the  cattle  of  a  stranger  are  upon  the 
lands  of  another  vljoining  a  railroad,  and  from 
those  lands  they  pass  on  to  the  railroad  through  a 
gate  left  open  by  the  proprietor  of  such  lands,  and 
are  killed  by  the  engine,  their  owner  cannot  recov- 
er their  value,  alth.)ugh  the  railroad  company  has 
not  complied  with  the  law  in  respect  to  fences. 

Brooks,  vs.  N.  T.  &,  Erie  R.  R.  Co. 

A  railroad  company  need  not  miLipt^in  cattle- 
guards  ai  farm  crossing f,  but  only  at  road  cross- 
ings.— lb. 

DISTCRBI.VO  THE  LOCATIOK  OP  A  ROAD. 

Where  by  the  terras  of  the  charier  of  a  railroad 
company,  much  is  left  to  the  discretion  of  iu  oflB- 
cers,  in  respect  to  the  location  and  route  of  the 
road,  their  selection  should  not  be  disturbed  un- 
less they  have  clearly  erred. 

The  want  of  any  serious  resistance  to  the  loca- 
tion of  the  road  at  first ;  the  acquiescence  in  It  by 
the  public  for  a  period  of  14  years ;  the  accepu 
ance  of  a  mortgage  on  the  road  by  the  plaintiff  and 


660 


AMERICAN    RAILROAD    JOtTRNAL.  ^ 


oUi<-i'>  t'lr  luuiii-yi*  Kdviiuct'd  by  ibcin  to  pay  lur 
its  cuDNtructioii ;  and  the  Mpproval  of  it.  at  a  pub- 
lic meeting  uf  the  citizens  cnlled  for  the  purpose, 
are  strong  proofs  of  the  propriety  of  the  original 
location. 

And  no  person  can  object  to  the  location  whose 
title  or  possesiion  does  not  extend  bacls  to  ll)e 
time  when  the  land  w;is  taken   by  tlie  company. 

When  a  party  wliose  land  has  beon  t.tk»^n  by  a 
railroad  c»>Dii)any  forbears  to  assert  liis  rights  un- 
til after  the  road  is  completed  and  in  operation,  an 
injunction  will  not  *»rdinarily  be  granted  until  all 
ordinar>  means  for  obtaining  an  indemnity  have 
failed.  Heiitti  vs.  the  Li>n<;  I.sland  railroad  compa- 
ny. 

The  Judge  also  held  that  a  railroad  pa>sing 
through  H  populous  city  or  vilhige  is  not  pa-  se  a 
nuisance,  and  observe*!  in  substance  that  "private 
rights  should  be  ett«ctually  guarded,  but  the  court 
cannot  extend  the  protection  of  the  interest  «)f  any 
one  a.s  far  as  to  restrict  llie  lawful  pursuits  of  aim- 
ther.  The  maxim  '■.< )  «.?«'  Ihinc  oirn.  as  nnt  to  injure 
another's"  is  true  when  correctly  construed.  It 
extends  to  all  d.;mages  for  which  the  law  gives  re- 
dress, but  no  further.  If  it  should  be  applied  lit- 
erally it  would  deprive  us  to  a  great  extent  of  the 
use  of  our  property,  and  impair,  if  not  destroy  ius 
value.  He  who  aeVs  up  a  new  hotel  near  an  old 
one,  or  who  makes  a  new  machine  to  suiiercede 
an  old  one,  or  the  like,  inllicts  an  injury  for  which 
the  law  gives  no  redress.  Some  useful  employ- 
ments which  endanger  the  lives  of  human  beings 
ought  not  be  prohibited,  such  as  omnibus  driving, 
steamboating,  etc.  The  question  in  such  Ciises  is, 
is  the  business  complained  of  lawful,  and  the  dan- 
ger inevitable  1  If  so,  the  law  furnishes  no  reme- 
dy by  way  of  indemnity  or  protection." 

Statement  of  ilie  nir.<lrs  of  ttis  Penobscot 
HMilroad. 

This  road  commences  at  the  City  of  Bangor,  in 
the  8t;»te  of  Maine,  and  extends  up  the  Valley  ol 
the  Penobscot  to  Oldtowu  and  Millord,  a  distance 
of  about  14  miles. 

Although  a  short  road,  there  is  scarcely  one  in 
Now  England  which  occupies  a  more  important 
positi<»ii,  as  regards  its  connections,  busiuess,  and 
prosp/ciive  advantages.  From  Bangor  westward 
to  Portland  and  Boston,  there  art;  ^wo  independent 
lines,  either  completed  or  in  progress,  both  neces 
sarily  uniting  at  Bangor,  should  the  two  be  ex- 
tendt^d  the  whole  dislancu  to  that  place. 

From  Bangor  eastward  there  are  also  two  lines 
which  have  been  commenced ;  but  these,  unlike 
thosj  west  of  that  City,  will  not  come  in  comiieti- 
lion  with  each  other,  as  one  leaves  the  Val 
ley  of  the  Penobscot  at  Milford,  and  pursues  a 
nearly  direct  easterly  course  to  the  City  of  St.John, 
and  the  Gulf  of  St.  Lawrence,  while  the  other  fol- 
lo'^s  up  the  Penobscot  Valley  in  a  northerly  course 
to  Lincoln,  and  thence  will  eventually  be  extended 
to  the  Valley  of  the  St.  John. 

These  roads  are  known  as  the  Oldtown  and  Lin- 
coln, and  the  European  and  North  American  roads. 
For  the  construction  of  both  a  considerable 
amount  of  stock  has  been  subscribed,  and  the 
Compani  8  duly  oreanized.  The  work  for  33  miles 
of  the  former  is  advertised  for  letting,  and  a  con- 
tract is  ra.ide  for  the  whole  of  that  portion  of  the 
latter  whicn  lies  in  New  Brunswick,  upon  which 
the  work  is  commenced,  and  «lettnite  arrangt- 
me  Its  arc  in  progress  which  promise  to  provide 
the  means  f«>r  this  work  at  an  early  day. 

Thes  ,■  Easu^ru  lines,  as  before  stated,  have  their 
diverging  point  at  Mdford;  while,  on  the  other 
hand,  ail  Hues  west  of  the  Penobscot  will  diverge 
from  Bangor. 

The  iliaiance  from  Bangor  to  Milford  is  14  miles, 
»nd  this  iDtermediate  distance  is  covered  by  the 


Penobscot  Kuad,  wliich  occupies  the  only  tea^ibil 
route  by  which  the  great  liiu-a  cast  of  tne  Penob- 
scot are  to  bu  couuccte<l  with  those  wetst  of  tlini 
riVer. 

The  City  of  Bangor,  with  a  population  of  20,0'i( 
inhabititnts,  stands  at  the  hv  ad  of  navigation  Oi. 
the  Penobscot,  and  owing  to  llie  conformation  oi 
ihe  valley  above  this  pi. ice,  the  Piiiobscot  Roai. 
must  be  regarded  as  the  key  to  enirance  of  tin 
city  from  the  east,  and  u>  a  connection  with 
western  roads,  boib  for  the  Lincoln,  and  the  Euro- 
pean and  Nortii  American. 

Thus  favorably  situated,  the  Penobscot  Roail 
must  comm.ind  t^e  whole  trade  and  travel  of  tht- 
north  e.istern  portion  of  tiie  Slate  of  Maine,  an<i 
the  upper  St.John,  through  the  Lincoln  Koad ; 
tvhile,  on  the  other  haiid,  iis  po.-sition  is  equally 
favorable  to  secure  and  receive  the  whole  beneti> 
of  the  business  thrown  npt>n  it  by  the  Euro|H-ai. 
Itoad,  wiiich  is  to  extend  ihrongh  New  BrunswicU 
and  Nova  Scotia  to  the  Uull'ol'St.  Lawronce,  an 
to  the  Harbor  <if  Ualifiix,  embracing  an  extent  oi 
road  of  400  miles.  The  latter  road  is  to  be  con 
nected  with  a  line  of  steamers  crossing  the  At 
lantic  to  the  nearest  Engiisli  port,  by  nit  ans  oi 
Ahich  the  length  of  the  p;i.->sage  will  be  reductd 
one  third,  and  the  time  from  London  to  New  Vork 
to  seven  or  ciglit  days. 

Measures  are  in  progress   by  which  these,   and. 
(he   Penobscot  Road,    will    be    operated    in  con 
nection,  and  virtually  as  one  line.     The  b.-neflcia 
results  arising  therefrom  will  be  realized  to  their 
lullest  extent  in  the  increased  economy  and  greater 
I'aeiiilies  of  doing  the  business. 

In  addition  to  these  advantages  there  is  an  im- 
iucn.se  local  business  along  the  line  of  ttie  Peuob 
scot  Road,  which  alone  is  sutticient,  it  is  believed, 
lo  (>ay  8  per  cent,  on  its  cost,  and  which  is  well 
known  to  bu  the  most  secure  and  reliable  sourct 
of  revenue  upon  all  roads. 

The  City  of  Bangor  lies  at  the  head  of  tide  water 
on  the  Penobscot,  and  is  accessible  for  the  largest 
class  sliii>8.  At  the  City  commences  a  series  oi 
rapids  extending  to  Miltbrd,  a  disUuice  of  about 
14  miles.  The  whole  fail  between  the  termini  oi 
the  above  road  is  about  100  fv-et.  This  fall  is  di- 
vided into  scrc7i  diftijrent  levels,  at  each  of  which, 
it  is  extensively  used  for  various  branches  of  ma 
nufacture,  but  particularly  of  lumber.  The  power 
created  by  the  rapids  is  probably  twelve  limes 
greater  than  the  whole  water  jMJwer  of  Lowell.  At 
each  of  the  levels,  the  line  of  the  road  will  be  irn 
mediately  contiguous  to  the  milts,  and  nearly  on  a 
level  with  the  main  floors,  so  as  to  be  most  conve- 
niently used  for  receiving  and  discharging  freight. 
The  names  of  the  villages  at  which  the  wat<-i 
pt)wer  on  this  river  is  u.sed  are  Corjioration  Mills, 
Basin  Mills  Stillwater,  Great  Works,  Oldtowu,  and 
Millord. 

The  following  Extracts  from  the  Report  of  A.  C 
Morton,   Esq.,   the    Eiigin.er    who   surveyed    tht 
line  in  1850,  and  collected  the  statistics  of  busi 
ness  with  great  care,  will  show  briefly  the  amount 
of  machinery,    manufactures,  trade,   aud   travel 
along  the  line  of  the  road. 

"  Proceeding  up  the  river,  tne  first  point  reached 
where  lumber  is  manufactured,  is  the  Cori>oration 
Mills,  a  distance  of  41  miles  from  Bangor. 

These  Mills  contain  3  gangs  of  saws,  and  22 
single  saws,  equal  in  capacity  to  31  single  saws. 
There  are  also  1  stave,  1  d<H>r  and  sash,  and  2  lath 
machines.  These  mills  are  capible  of  manufactur 
ing  annually  28  millions  of  feet  of  lumber,  7  mil- 
littns  of  laths,  1|  millions  staves,  and  100,000  feet 
of  door  stufl!  This  village  contains  four  stores, 
and  about  800  inhabitants. 

The  Basin  Mills,  are  6  miles  from  Bangor.  There 
are  at  this  place  2  gangs  of  saws,  and  16  single 
saws,  equal  to  22  single  saws,  3  lath,  1  clapboard, 
and  2  shingle  machines.  The  c;ipacity  of  these 
mills  is  about  20  millions  of  feet  of  lumber,  2 
millions  of  shingles,  6  millions  of  laths,  and  800,000 
ciapl)oards. 

The  next  important  point  is  Orono,  7  miles  from 
Bangor.  The  Stillwater  Mills  are  situated  here, 
and  o|>erate  7  gangs  of  saws,  and  52  single  saws, 
equal  in  capacity  to  73  single  saws.    There  are 


also  22  lain,  1  clapboard,  and  2  heading  machineai 
I  («r,  4  barrel  manufactories,  1  sasU,  blind  and 
dt>or  stntf  factory,  1  grist  mill,  2  machine  ehops, 
and  1  Slave  laclory. 

The  capacity  of  these  mills  and  machines  is  G2 
niiilions  of  feet  of  liiiuber,  19  millions  lath, 
2,::oO,OUO  clapboards,  2  millions  bhii>gles,  500,'jOt> 
,»ii  kets,  20,000  barrels,  00,000  oars,  aud  40,o00 
.'«tavi-8.  The  village  of  Orono  coniaii.S  14  stores,  3 
i>ublic  houses,  and  Several  furniture,  cartiago 
makers',  and  smiths'  shops.  The  population  is 
.tbout  2,200. 

At  East  and  West  Great  Works  there  areS  "angs 
of  saws,  and  30  single  saws,  equal  to  39  singlu 
.saws,  9  lath,  2  shingle,  3  clapboard  macldnes,  and 
1  barrel  factory.  These  mills  niannt'aciure  an- 
imally  32  millions  ol  foet  of  lumber,  12  mlliious  of 
atlis,  3  midions  ol  shingUs,  3  niiiiions  of  ciap- 
boards,  3oO,000  pickets,  and  10,000  barrels.  There 
.tre  here  3  stores,  aud  8UU  inlialiiiants. 

At  Oliitown  there  are  17  single  saws,  2  lath,  8 
shingle,  3  clapboard,  antl  1  turning  machine,  2 
machine  shops,  and  1  grist  mill.  Tuese  mills  are 
capable  of  producing  17  millions  of  ieet  of  lumber, 
{  millions  of  laths,  4  minions  of  clapboards,  aud. 
3  millions  of  shingles,  annually. 

Oldtown  village  contains  18  stoH's,  3  public 
houses,  and  the  usual  number  of  shops,  ^tc,  aud 
about  2,30*)  inhabiuints. 

At  Millord  there  are  17  single  saws,  3  lath,  2 
clapboard,  and  2  shingle  machines,  and  1  grist 
null.  There  are  manufacluied  here  17  millions 
feet  of  lumber,  3  millions  of  laths,  4  millions  of 
clapboards,  ami  6  millions  of  shingles.  Tliere  are 
iieie  7  stores,  aud  500  inhabilanls. 

The  abovu  comprises  ail  the-  mills  along  the  line 
of  your  road,  for  the  manufacture  of  luml>er,  and 
ttiher  proilucts  of  the  forest.  It  will  be  observed 
that  these  mills  can  m.uiulacture  an  aggregate  of 
170,000,000  of  feet  of  lumber,  14,000,000  of  clajn 
b..ards,  1,640,000  of  staves,  50,000,tjOO  of  laths, 
17,000,000  of  shingles,  80O,0jO  pickets,  30,000 
uariels,  and  00,000  oars.'" 

Since  the  above  was  published  titero  has  been 
a  Very  great  increase  in  the  amount  of  luml>er  aud 
other  articles  manufactured  at  tiiese  mills. 

Last  year  the  amount  of  lumber  which  readied 
Bangor  v\as  200  millions  of  feet,  and  it  is  con- 
iidi-utly  believed  that  it  will  reach  225  millions  of 
feet  the  present  year.  The  increase  in  the  amount 
>f  other  articles  manufactured,  and  the  increase 
in  the  tonnage  of  meicliandize  and  number  of 
I>assenger8  siuce  1850  has  bceu  ascertained  to  be 
as  follows : 

Shingles,     increase 20  percent. 

Clapboards,        "      15     "     " 

Laihs,  "      100 

Ship  knees,        "     26 

Sleepers  and  Fence  post,  in- 
crease   60 

Tonnag"  of  merchandize,  iu- 
crease 10 

Passengers,  increase 25 


IC 
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The  present  mode  of  transporting  this  lumber  Is 
bv  rallmg  it  down  the  river.  This  is  a  ditficnlt 
and  expensive  process,  ou  account  of  the  broken 
navigation  of  the  river.  Much  of  it  is  destro.yed 
or  damaged  by  passing  over  dams,  and  from  btiug 
dashed  upon  rocks  and  reefs.  The  loss  from  these 
causes,  and  the  injury  it  receives  from  the  water 
is  estimated  by  intelligent  dealers  from  one  to  two 
dollars  per  thousand  feet. 

The  tonnjige  ol  lumber  annually  transported 
from  Milfoi-d,  and  the  intermediate  points  t  >  Ban- 
gor, is  equal  to  225,000  tons.  The  tot.-il  tonnage 
cannot  be  less  than  275,000  tons.  For  fully  one 
half  of  the  year,  the  river  cannot  be  used  at  all, 
on  account  of  fiosts  and  droughts.  At  all  seasons, 
ihu  road  will  be  much  the  mos'.  convtnient  and 
cheapest  route  for  the  conveyance  of  lumlK-r,  (tho 
saving  c^fTecU-d  being  taken  into  c<{nsideratiou).  It 
may  be  safely  afflrmed  that  there  is  not  a  route  to 
New  England  of  equal  length,  that  can  command 
so  large  a  business  as  this. 

All  the  best,  and  a  large  portion  of  the  Inferior 
quAlilies  of  lumber,  and  all  the  imall  lumber,  will, 
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be3uu)l  4Uc6iiuu,  yain  uver  lUu  ruad,  wlicu  cuiu- 
pleted. 

As  the  Road  pAsses  immediately  by  the  mills, 
the  expense  of  loading  on  cars  will  be  no  grt-ator 
than  putting  it  into  rafls ;  and  the  Road  will  af 
ford  the  advantage  of  transporting  a'most  any 
quantity,  in  a  given  time;  and  much  of  it  can  be 
transferred  directly  from  cars  to  the  vessels,  or 
other  points,  as  rei]nir''d. 

As  evidence  of  the  success  of  a  Road  designed 
es|*ecially  for  the  transportation  of  iuiubt-r,  jcfe- 
rence  is  made  t«>  the  Calais  and  Baring  Ruad  which 
Is  6  miles  in  length  and  constructed  along  the  banks 
of  the  St.  Croix  river.  It  is  substantially  built 
with  a  heavy  T  rail,  and  hjis  been  in  successful 
o|x;ration  for  one  year  only,  and  its  net  earnings 
«re  9  per  cent  on  its  cost. 

When  it  is  nmembcred  that  the  amount  of  lum- 
ber and  oiher  articles  manufactured  along  the  line 
of  this  Road  docs  n«)t  exceed  one  <juartL'r  of  those 
maiuilaciured  on  the  Penobscot,  and  that  its  tiuns- 
l)ortalion  of  miicliandize  and  passengers  is  com 
paratively  small,  some  idea  may  l>e  formed  of  tin- 
sup«!rit»Mty  of  the  Penobscot  Road,  on  which  a  very 
large  amount  of  merchandise  and  supplies  lor  the 
Inmb  -ring  districts  and  country  above  Dangor,  is 
ainially  forwarded  by  the  ordinary  conveyances  ol 
the  country. 

It  is  e^limat<.'d  by  intelligent  persons conuected 
with  lumbering  operations,  that  there  are  en»- 
ployeil  3U0<)  horses  and  oxen  and  4,500  men  in  this 
branch  of  busiiurtis  on  the  Penobscot.  To  the  bu- 
siness thus  created  by  thtse  operations,  must  be 
added  thiJtgrowiiigout  of  the  intenonroe,  and  suj) 
piles  required  for  the  iidiabitants  on  the  line  ot 
tiie  road,  and  those  in  the  several  towns  abuVv- 
Milford  in  Penobscot  county,  and  also  for  portions 
of  Wa.shington,  Hancock,  Pscataquis,  tog*  ther 
with  all  Aroostook  county  ;  amotiutiug  to  not  k-ss 
than  40,000  souls. 

It  is  .slated  liy  dealers  in  produce  that  there  are 
annually  sent  up  the- Penobscot  Valley,  6<>,000bai- 
rels  ol  Hour,  IfSO.OOO  bushels  «if  corn  ami  6000  bar- 
rels of  pork.  In  addiiioi)  to  thise  supplies,  there 
are  other  descriptions  of  provisions  required,  such 
as  Itcans,  butter,  cheese,  lanl,  tish,  &.c. ;  also  heavy 
articles  offreigiil.  such  iis  large  ca.stings,  cranks, 
wheels,  stoves,  hollow  and  hard  ware,  oil,  molas 
ses,  li-a,  coff.  e,  sugar,  tobacco,  salt,  &c.,  &c. 

Merchandize  of  every  di.siription  required  by 
mori;  than  100  stores  fir  the  supply  of  the  surroun- 
ding country,  {)assis  nj)  the  I't- notiscot  vall«*y.  Willi 
the  extension  of  the  Road  up  the  l^enobseoi  vsillc) 
a  large  ani<>nnt  of  heavy  fnight  may  be  txjjecled 
fram  the  Kaiabdin  Iron  Works,  and  from  the 
Brownvilie  Slate  Qnairics. 

In  refv  rence  t«>  the  |>assencer  business  that  may 
be  anticipated,  it  willnadiiy  be  seen  that  Uoiu 
the  largi;  amount  of  luanuficturing  on  the  line  ot 
tlie  Road,  and  the  dense  population  in  its  imme- 
diate vicinity  the  amount  of  travel  will  be  very 
great. 

Thf  population  on  and  near  the  line  of  the  Road, 
including  the  city  of  Bangor  and  the  towns  t)fOrono 
Bialley,  Oidtown,  Milford,  Brewer  and  Edington, 
is  nearly  or  quite  80,0J0,  to  which  add  that  ot  the 
country  above  Milfonl,  and  Wi;  have  a  total  ofne;»rly 
60,000  inhabitants  whose  business  relations  are 
with  Bangor,  and  wo  from  the  nature  of  their  pur- 
suits and  habits  of  intercourse,  will  contribute  lo 
the  j)a.sseiigir  business  of  the  Road,  in  a  far  grea- 
ter proportion  than  is  usual  for  an  equal  populat- 
ion ejigjigcd  in  other  pursuits. 

From  the  city  of  Bangor  to  Corporation  Mills 
there  are  btagis  running  twice  daily,  seven  months 
in  the  y^-ar.  From  Bangor  to  Orono,  Suges  lun 
twice  uaily,  for  the  same  portion  of  the  year.  Also 
to  UplKjr  Stillwater  for  seven  mouths  in  the  year, 
oue  half  of  tliis  time,  twice  daily,  for  the  remain- 
der, once  daily. 

There  is  annually  a  daily  stage  to  Oldtown,  and 
also  a  doiiy  line  from  Bangor  to  Mattawamkeag. 
In  addition  to  the  pa-ssengers  conveyed  by  tlKse 
stages  over  the  route  of  the  road,  there  arc  »  mach 
greater  number  daily  p.-issing  up  and  down  by  pri- 
vate convuyanceB.  The  constant  intercourse  bet- 
weeD  the  Qumerous  mills  aod  the  city,  and  the 


groatliumber  oljxjibons  connected  vvsih  tlie  Inm-    public  undvi   the  full  coi.victiu.i   tiial    no   ^ilnIlar 
oer  trade,  and  other  branches  ofbusirrt*s8  in  the   secniity  is  better  w<rt!iy  the  att-nlion  of  c«l>itarri!. 


interior,  who  are  con.st-intiy  passing  and  repassing, ! 
are  facts  which  warrant  the  conclusion,  that  very 
soon  after  the  oiKjiiingof  the  Road,  the  numl>er  ol 
|)assengers  transported  will  reach  100,000  annually. 
After  reaching  Milford,  the  rapids  in  the  river 
subside,  and  a  long  extent  of  navisnbU  water  ts 
reached,  upon  which  a  immber  of  Steamboats  are 
jictively  and  profitably  employed.  Thtse  .steamers 
can  rnn  to  Mattacvaiukeag  Point,  a  distance  of  60 
miles  from  Bangor,  aikd  46  from  Milford.  Tht-y 
have  the  caniago  both  of  freight  and  pass'-ngers 
up  and  down  the  river,  during  the  season  of  navi- 
j^ation.  They  are  heavily  loaded  with  freight,  and 
bring  immen.se  quantities  of  lumber  to  Milford; 
nearly  all  «»f  which  would  be  forwarded  to  Bangoi 
over  the  above  Road.  These  steamers  will  be  very 
valuable  auxiliaries  to  the  Penobscot  Road,  an<i 
[be  lucrative  Miniiort,  they  receive  is  good  evidence 
"f  the  va.st  amount  of  travel  and  tran.sportation  up 
•md  down  the  river.  From  Milford  t«»  Bangoi, 
the  navigasion  isentiri'ly  impracticable  on  account 
of  the  numerous  lalls. 

EoTIMATF.D  INCOME. 

70,000,000  feet  Inn  ber,  inclu  ing  boxeS;  heading' 
&  0.  at  1 5  ets  i)er  M S38,6iiO 


September  1863. 


0.  M*Jo,  President. 


.')f),000,000  shingles  at  12  ets  i>er  M., . . .  6,2o0 
17,500,000  clajiboard.s, picketsand staves 

at  55  ets  per  M., 9,625 

50,00<\000  latiis  at  10  ets  per  M., 5,0< Kt 

(50,000  barrels  at  3  ets  each IKK) 

8,000  shit»  knees  at  26  ets   each,..  2,000 

100,(XK)  railroad  sleepers  at  o  ets  each,  3,<X>0 

50,000  fence  post.s;  at  2  ets  each,..  1,000 
20,(X)0  tons  of  other  fr«-ight  at  1.15 

ets  rK-r  ton, 23,000 

80,000  jiassengers,  at  35  ets  each, . .  28,000 

mails, 725 


Deduct  for  expenses  60  per  cent.,. 


£118,000 
71,000 


Portland  and  Montreal  Rall^v^ajr. 

We  have  already  noticed  the  fact,  of  the  pasfiage 
of  an  act  by  the  Legislature  at  its  recent  session, 
authorizing  the  Atlantic  &  St.  Lawrence  Railroad 
Company  to  issue  stock  in  Merttvg  oarrenry,  its 
divid<  nds  payable  in  London.  This  auth<»'ity  was 
obtained  at  the  suggestion  «f  parti' s  in  England, 
who  had  in  view  the  investing  of  money  in  the 
guaranteed  stock  <  f  this  C«mipany. 

We  have  a  copy   of  the  act  befi>re  us,   which  is 

very  simple  in  its  terms,  but  containing  the  fullest 

authority  to  make  this  conversion  in  the  ruaimer 

Toposed,  on  its  ;iceepfance  by  the  I»in.ctor8  and 

stockholders  of  the  Company. 

The  question  of  making  this  conversion  in  one  of 
interest  to  the  public  as  well  as  to  the  stoikholders 
themselves,  who  are  soon  to  act  in  th--  matter,  and 
we  think  the  whole  business  community  will  be 
more  or  less  affected  by  the  n-sult. 

The  stock  of  the  Atlantic  Uailroal  wi:!,  as  we 
believe,  be  raised  in  value  10  jx-r  cent,  at  least  as 
soon  as  this  conversion  t^ikes  place.  It  •*  ill  at  once 
create  a  market  for  it  abroad  w|iich  it  does  not 
now  possess,  and  when  its  value;  becomes  known  in 
England  it  must  command  a  high  premium, — as 
lrgh,as  the  best  of  lAmerican  securities. 

The  United  States  stock.  i«ayable  in  1868,  ha- 
ving 12  years  to  run,  now  sells  at  SVl'l  for  the 
iilOO.  At  this  price  they  reali/.e  to  the  holder  only 
an  interest  of  from  4  1-4  to  4  1-2  jkt  cent,  per  an- 
num. If  these  stocks  of  the  U.  S.  goveriimeiit  were 
to  run  50  or  100  years,  they  would  command  to- 
day a  much  higiier  price  than  their  present  ni*r- 
ket  value.  The  reason  of  this  is  <piite  obvious. 
.\t  the  end  of  15  years  a  liolder  of  this  scrip  will 
set  but  SlOO  for  what  he  pays  S122.  If  this  same 
stock  could  be  made  to  pay  6  per  ct.  jkt  annum 
continuously  for  100  years  the  price  wouhl  be  very 
largely  enhanced.      .-Viid   one   who  is   curion  t  in 


Net  revenue S'47,000 

or  <'qiial  to  over  9  per  cent,  on  the  cost  of  the  Road. 

It  is  therefore   seen  that  this  Roa<l  has  sources  j  i>er  cent.,  which  is  Die  rate  afforded  to  money  len 
>f  revenue  equal   to  the  a^enerality  of  roads,  inde-    ders  on  what  are  regarded  as  fir^t  class  seenrities 


j  these  matters  can  calculate  the  same  at  their  cli- 
1  max,  as.sumiiig  the  rale  of  int<;rest  at  4  1-4  a  4  1-2 


f>endent  of  the  givat  business  for  which  it  is  prin- 
cipally designed — tlie  transportation  of  lumber — 
and  when  this  great  ;ind  unfailing  source  is  su|>er- 


The  reason  why  Engli'.di  3  per  cfrif.  consols  com- 
mand par,  or  very  nearly  Uliat  figure,  is'  bcfauso 
ihe-y  are  considered  as  a  fcrmancfii  .security,  that 


addeil,  no  one  can  doubt  that  the  Penobscot  Road  i  is,  one  that  shall  coiitinu<'  to  pay  divi.i.-nds,  wiifi- 
will  be  one  of  the  best  dividend  paying  roads  in  j  out  being  liable  to  rede-niption.  If  the  U.  States 
the  country.  i  slocks  were  to   run  50  yeans   instead  of  15,   they 

It  is  being  constructed  in  a  permane-nt  and  sub-  would  probably  sell  in  the  English  market  tf>-day, 
stjuitial  manner,  a.'id  with  a  ri  w  to  it*forming  a  j  at  rates  very  nearly  if  not<|U'te  a-s  ftvorable  to  the 
I'art  of  the  grand  trunk  iine  to  the  Provinces.  |  sellers  as  the  public  funds  of  Great  Britain. 

Tlie  wholo  line  is  undeT  contract,  and  the  gr;iding  I      Keeping  tliis  fact  in  view  evir  readers  will  see. 


at  the  pres-nt  lime  is  mi»re  than  half  completed, 
and  from  Bangor  to  Orono,  a  distance  of  7  miles, 
the  work  is  far  advanced  towards  completion. 

The   tonte  of  the  Road  is  a  somewhat  difficult 
and  e'Xi)ensive  one.  A  veiy  excell<?nt  line  has,  how- 
tiver,  been  obtained,  with  the  gradients   in  direc-j 
lion  of  the  heavy  tialiic.     The  riglitoi' way,  (mos'  ! 
otWhich  has  been  secured  and  paid  for,)  has  al.so 


ihat  the  stock  of  the  .Atlantic  &  St.  Lawrence 
Railretad  should  command  a  premium.  It  will  do 
so  as  we  believe,  as soi>n  as  the  j)roj»osed  amivrsion 
lakes  place.  It  is  inherently  woi  lii  as  much  le>-day 
;is  it  will  be  after  the  conversion.  It  will  only  have 
a  larger  market  in  which  to  hn<l  purcha.seni. 

The  English  market  has  not  been  trie-d,  i  or  has 
any  effort  been  made  to  sell  it  eise-whcre,   from  » 


proved  an  ex|K«nsiveite'm — the  road  irav.  rsing  for|  knowledge  of  the  fact,  that  the  ctf« icrs<V»rt  lias  been 
the  whole  distance,  a  constant  succe'ssicm  of  villa- 1  in  eonte-mplation.  Until  this  takes  place,  the  stock 
ges.  The  total  cost  of  the  Road,  with  depois,  very  !  cannot  in  our  estimation,  materially  improve.  This 
extensive  valuable  gmnnds  at  Bangei^for  the  ac- j  is  apparent  at  a  glance. 

comraodatioiis  of  freight,  equipment,  etc.,  etc.,  is  I  Our  market  is  too  limited  for  nriy  considerable 
estimated  atS500,iKX).  |  movement  in  the  stock  e>r  in  money  matt<-rs,   and 

The  amount  of  stock  subse;nptions  obtained  are  j  very  many  desire  lo  realize  its  value,  for  tin  ir  or- 
ii'2iX),000.  There  has  been  exiM-nded  uf>on  tho  linej  dinary  business  purposes.  It  is  now  all  held  here, 
up  to  the  present  lime  3*145,000,  the  greatvr  part '  waiting  for  l\w  conier.'^ion  to  Uike  place.  Many 
of  which  has  been  received  from  stock  sub- 1  t«Mjk  stock  to  aid  the  enterprise,  rather  than  as  an 
scriptions.  j  investment,  and  there  are  more  sellers  than  buyers. 

To  provide  such  balance  as  is  nece-ssary  for  the  ;  No  one  can  doubt  that  it  will  advance  at  once  on 
completion  of  the  road,  it  is  proposed  to  borrow  j  its  being  taken  up  abroad,  whatever  may  be  the 
i'3vMJ,000,  u|K>n  an  issue  of  bonds  to  tiiat  amount,  I  .ispeet  of  busine-ss  mattei.s. 

secured  by  a  first  lutirigitge  ui)On  the  Road,  lands :  A  maiket  will  be  crt;at-.'d  a*,  soon  as  Uie  sicriing 
and  equipment  of  the  Copapaey,  and  payable  in  15  i  «t<^>ck  is  issued,  because  it  lias  tht  ch.eiaov^<  oj  jitrr- 
years,  with  6  per  cent  interest  in  the  city  of  New !  manency  b«'y(n;.<:l  any  st<->ck.  «J:hia  t*ur  knowledge, 
York.     The  bonds  will  be  made  convertible  iutojoD  this  side  the  Atlatitic. 

stexjk.  To  secure  the  payment  of  these  bonds,  a|  In  the  first  place  there  art  alre.uly  SI  7.000 ,ix)0 
mortgage  of  the  road  has  be-en  made  to  the  Hon.  A.  i  pledged  for  the  payment  of  Llie  inierfst  on  thu  5 
C.  Flagg,  of  New  York,  as  Trustee,  with  the  usual  1-2  millions,  tuat  i^iake  up  the  cost  of  uur  road  a^ 
power  io  such  c*»es.^Ibey  are  Qow  crfRsred  to  the ,  follows,  viB 
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Atlantic  (t  St.  L.  R.  R.  cost S5,5?86,0(K) 

St.  LAwrcnce  &  \t.  R.  R 5,000,(X)0 

Quebec  &.  Richinoud  R.  R.  has  ex- 
pended    3,000,000 

Grand  Trunk  has  expended  or  holds 

iu  cash  paid  in 3,700,000 


Making  in  round  numbers S17,085,000 

of  money  now  jiledgi'tl  to  its  ])ayniont. 

The  lease  of  our  road  to  these  parties  is  of  no 
great  value,  exi;ci>t  as  a  method  of  adjusting  the 
mode  of  working  it.  All  thi.s  additional  cai>ital  of 
S12,000,000  is  invested  in  lines  that  run  into  our 
road,  whose  business  must  pass  over  it.  The  value 
of  this  vast  capital  is  entirely  di'pendent  upon  it^i 
holding  this  outlet  to  the  sea.  The  capiul  alrea- 
dy expen  led  b'lwoen  Portlaiid  ati.l  Muntroa!,  and 
between  Qul>ec  and  Richmond  is  fully  ade(iuaU* 
ai  the  receipts  no  fir  show,  unde.-  every  con<iition 
of  money  matters,  to  insure  a  net  income  sufficient 
to  pay  6  per  cent,'  on  our  :$5,o^5,<>i>().  These  con- 
necting lines  cannot  avoid  this  result  if  they  would. 

But  this  is  not  ail.  To  tlie  Si700,0(K)  paid  into 
the  Grand  Trunk  Railway,  wieh  is  in  part  expen- 
ded in  the  >.f'r„sifni  i>l  !\e  xamt  l/iws,  there  is  a 
•«Hbseril).d  capital  exc'-eding  i;;iO,(XM.>.00<»  mor.-, 
yet  to  i»j  paid  in,  making  a  capital  exceeding  $o7, 
000,t»00,  de;)endent,  mainly  nix>n  this  short  line 
of  150  miles  from  IVutlaiid    to  the  Canada  line. 

Besides  tliis  liie  g(ivernme«,i,  of  Cai.ada  have  a 
deep  stake  in  the  result,  and  will  see  these  lines 
All  carried  through,  even  though  the  Grand  Trunk 
Railway  should  not  a^ain  be  thought  of 

In  addition  to  all  this,  there  are  some  hninlreds 
of  mile.s  of  eonnecling  roads,  on  the  .«?/«'  i/i/i/o-c  in 
Canada,  that  are,  for  all  practical  purposes,  just  jis 
valuablf  to  our  r"ad  as  if  tht-y  wer<-  ei!it)raeed  in 
the  saiiij  company.  Looliing  hoyoiid  the  western 
limits  ofCanada  the  ^ame  line  is  to  exttnd  on  the 
.^anie  L'a'i^r,  to  tlio  shore  (>f  Like  .Michigan  at  Grand 
Haven  IfMJM  miles  from  Portland,  west,  while  at 
the  east  a  braTicii  will  extend  to  Quebec  and  frois 
Pistoles — the  j>ange  of  our  road  securing'  it  from 
biing  tapjjed  on  the  south,  so  that  i)aS8engers  and 
freight 'eeking  the  .Atlantic  .sea-board,  or  Europe, 
will  naturally  continue  upon  tlie  Hue  from  its  wes- 
tern leMuinus  to  Portland. 

I'his  IS  the  view  of  the  ca.se  that  indiHorenf  par- 
ties take  of  it.  A  system  of  railroads  octuipyinj; 
an  independent  position,  by  the  diftereiic!'  of /;auge, 
fioni  all  the  narrow  gang-^  rail.vays  south  of  it. 

Our  line,  though  appareiitiy  an  i:isignilicant  por- 
tion of  this  system,  hidds,  in  fact,  the  key  of  the 
whole. 

Any  one  can  .see  therefore,  at  a  glance,  that 
without  this  link,  the  sjstem  would  bo  impe  feet. 
With  it,  it.  is  the  greatest  railway  of  the  world. 

To  give  to  this  v.ist  system  its  highest  value  and 
its  greatest  capacity,  requires  only  aii  union  of 
interests.  This  being  secund,  all  the  resulty  that 
can  be  expected  to  flow  .'Vom  it,  are  luade  certain. 

This  union  has  now  been  j>erte(;t';d.  The  seven 
different  companies  who  formerly  held  an  independ- 
ent existence  in  (!.inada,  .ire  merged  into  one,  and 
this  one  company  has  agreed  to  absorb  our  line, 
from  the  Canada  frontier  to  Portland,  in  the  sim- 
plest m'xltt  of  reaching  such  a  result — by  a  p.'r-| 
petual  lea.s«  of  the  road  at  6  /;tr  cnf.  per  annutit. 

In  the  absence  of  authority  on  the  part  of  the 
Grand  Trunk  Railway  Company  to  take  a  lease  of 
a  railway  in  -a  fmeisrii.  State,  the  Atlantic  &  St.  L. 
R.  R.  wjis  pl.iced  in  the  hands  of  Trustees,  with 
autltoiity  to  transfer  the  lease  to  the  Grand  Trunk 
Company  on  Jheir  obtaining  from  the  Parliament 
of  Canada  the "Twcijssary  auihoritv  to  receive  it. 
The  Canadian  ParliaiirMit  meets  in  February  next, 
and  those  who  know  anything  of  Canadian  mat- 
t«TS  know  that  there  is  not  the  slightest  opposi- 
tion to  this  IcA-se  from  any  <(viaiter  whatever  in 
Canada. 

Independently  of  the  lease  then,  we  are  well 
etiongli,  as  a  matter  of  security.  But  the  actual 
and  practic.il  value  of  the  le;tse,  a-s  a  means  of 
avoi.lin;,'  riv;tlshi|ia  and  competition,  and  of  draw- 
ing to  our  own  harbor  the  accumulated  business 
of  this  long  Hue  of  road  on  the  one  haud,  and  of 
attracting  to  our  port  the  trade  that  shall  seek 


this  line  as  the  easiest  and  cheapest  route  to  the 
west,  on  the  other, — cpnnot  be  measured  by  any 
known  rules  of  calculation  It  must  work  out  its 
,own  result. 

I  That  there  are  some,  who  even  now,  fail  to  see 
the  (evidence  of  the  soundness  of  the  views  above 
expressed,  we  do  not  donbt.  They  have  from  the 
first  entertained  similar  fears.  They  even  feared 
that  the  road  itself  could  not  be  built.  Thej- 
would  not  be  convinced  of  it  though  one  should 
rise  from  the  dead  to  toll  it  t<i  them. 

Poitland  is  at  the  outlet  of  the  greatest  railway 
of  the  world.  This  "Rirer  of  Covimenc "  will 
bring  to  us  as  much  of  trade  as  there  is  room  in 
whii  h  to  receive  it.  No  city  of  the  .Atlantic  sea- 
board iias  seen  anything  ctpial  to  what  h.is  been 
acconiplished  with  us,  under  s  railar  circumstan- 
ics,  and  there  is  no  place  in  New  England  that  at 
this  moment  holds  out  y.o  many  assurances  of  a 
rapid  growth  in  population  and  business. — \S!a(c 
of  Muinr. 


Coiuiiibnti.  PIqua  aiitl  IiitiiaiiK  llRllroad* 

Below  wo  have  the  recent  statement  of  this 
com[)any,  showing  itsaffatrd  to  be  in  a. satisfactory 
and  prospeiotis  condition. 

The  Cohunbu.s,  Piqua  and  Inliana  Railroad  is 
rapidly  approaching  its  termination  and  final  com- 
pletion. The  ejistern  division,  extending  from 
Columbus  to  Urbana,  a  distance  of  over  forty-six 
miles,  is  now  (lnish<Kl,  and  was  formally  opened 
for  business  0!i  the  17th  tilt.  Four  regular  trains 
pass  over  it  daily,  eonnectitig  at  Columbus  with 
the  trains  over  the  Columbus,  Cleveland  and  Cin- 
cinnati, and  of  the  Central  Ohio  roads;  and  at 
Urbana  with  those  of  the  Mad  River  atid  Lake 
Erie  roa  I,  forming  a  eonn''ction  with  Cincinnati 
via  Dayton,  and  also  with  daudusky,  by  this  new 
route. 

The  business  on  this  division,  being  a  fraction 
less  than  one  half  of  the  entire  line,  for  the  first 
six  days  amounted  to  Sl,20O,  and  will  doubtless 
be  very  greatly  inerease<l  as  soon  as  the  con- 
nections are  well  u.iderstood  by  tlie  travellmg 
public.  The  work  on  the  reniainiiig  tifly-.six  miles 
of  the  line,  extending  from  Urbana  to  Union  City, 
is  progressing  well — the  mjtsonry  and  l)ridges  are 
all  linished,  and  with  the  present  force,  the  grade 
will  be  ready  for  the  iron  in  less  than  ninety  days. 
The  rails  for  thi.s  part  of  the  line  are  now  ■being 
delivered,  and  it  is  conll  ently  believed  will  be 
reafly  before  the  close  of  navigation,  so  jis  to  be 
laiil  (iown  during  the  fall  and  early  jiart  of  tlif 
coming  year.  This  ro.id  when  finished,  will  con- 
stitute a  link  of  102  miles  in  l<ugth  of  one  of  the 
trunk  lines  of  railroa  1.  extending  from  the  Atlan- 
tic cities  to  the  Great  West,  and  will  form  the  only 
direct  connection  betw.en  Columluis  and  Indiana- 
polis, adistanee  of  185  miles,  by  a  unifonn  gauge. 
The  recent  attempt  m.ide  bv  the  Indianapolis  and 
Bell.fontJiine  Company  to  set  aside  an  existing 
contract  between  them  and  the  Columbus,  Piqua 
and  Indiana  Company,  pr«>vid!ng  for  a  through 
line  between  the  Capitals  of  the  two  States,  of  a 
uniform  gaugj,  having  been  overruled  by  a  late 
decision  of  Judge  McLean,  of  the  U.  S.  District 
Court,  it  is  bjlieved  that  the  question  of  gauge  is 
fuily  settled.  It  is  als<)  pi-oper  for  me  to  state,  for 
the  information  of  the  friends  of  this  road,  that 
during  the  last  year  three  Companies  have  been 
organized  and  eoasoiidat<-d,  under  the  law  of 
Indiana,  to  construct  a  railroad  from  Union  City, 
the  Western  Termirms  of  the  Columbus,  Piqua 
and  Indiana  Railroad,  to  Laport,  la.,  via  Marion 
and  Peiu.  With  this  line,  at  Marion,  the  Logans- 
port  and  Marion  Road  is,  by  a  contract  now 
ent»'red  into,  to  be  coiuiected  ;  and  with  all  these 
lines  the  Columbus,  Piqua  and  Indiana  Company 
have  a  contract  for  a  pi.-rpetual  running  con- 
nection, with  other  privileges  of  very  great  im- 
portance to  her  interests.  By  the  Log;msport  line, 
a  connection  is  formed  with  the  Peoria  and  Bur- 
lington line,  which  l©rminat*;s  at  Logansport. 

Fifty  miles  of  tl.i.'^  new  line,  from  Union  to 
Marion,  ia  now  under  contract,  with  ample  basis 
to  secure  its  completion,  and  ou  thirty  sections  of 
the  line  a  good  force  is  liow  at  work.    At  Oolrnn- 


buB  the  eastern  terminus  of  this  road,  in  addition 
to  the  advantages  already  obtained  by  connecting 
with  the  Cleveland  and  Wheeling  lines,  the  Steu- 
benville  and  In<liana  road,  which  brings  us  In  con- 
nection with  Pittsburgh,  is  to  be  extended  im- 
mediately, from  Newark  to  Columbus;  this  and 
the  Hocking  Valley  road  must  add  largely  to  the 
business  of  this  road. 

The  important  position  occupied  by  the  Colam- 
bus,  Piqua  and  Indiana  Railroad  must  make  it  a 
paying  road  as  soon  as  it  is  completed. 

October  8,  1863.        M.  G.  Mitcheli,,  President. 

I<*>vrcnecbnrgla  and  Indianapolis  Railroad. 

The  Lawrenceburgh  and  Upper  Mississippi  Rail 
road  Company  at  the  recent  session  of  the  Directors 
at  Greensburg  determined  on  a  change  of  the  name 
of  the  Company,  under  the  general  law  of  the  State, 
for  the  purpose  of  distinctly  designating  the  objects 
of  the  Company. — From  and  after  the  first  day  of 
January  next,  the  title  of  the  Company  will  be 
"  The  Indianapolis  and  Cincinnali  Railroad  Com- 
pany.''' 

It  was  also  ordered  by  the  Board,  that  Dividends 
shall  be  declared  on  thu  Stock  of  the  Company 
after  the  first  day  of  January  next.,  from  which 
date  interest  will  cea.se  to  run  on  the  Stock. 

We  learn  tliat  regular  trains  now  run  between 
this  city  and  Shelbyville  as  advertised,  and  that 
from  next  Monday  that  Company  will  run  the  re- 
gular Jeffersonville  trains,  ex|)ress  and  accommo- 
dation, overthatpart  of  their  Road.  In  three  weeks 
the  entire  line,  with  its  steamboat  connection  to 
Cincinnati  will  be  in  operation. 

The  additional  safely  and  speed  secured  by  a 
straight  line  of  forty  five  miles  on  this  road  from 
this  city,  with  gentle  grades,  will  give  a  high  repu- 
tation to  this  roiid ;  and  we  are  pleased  to  learu 
that  the  Directors  are  arranging  for  its  best  possi- 
ble management. — State  Journal  Oct.  Ilh. 

Peoria     and     Oquaivka    Railroad,   lOastern 
CSxtenalon. 

We  cannot  but  think  that  this  great  work  pos- 
sesses suflScient  interest  for  our  citizens  to  warrant 
us  in  devoting  a  certain  portion  of  our  colunms  to 
chronigling  its  progress,  and  its  approach  toward 
comcletion ;  and  when  all  or  nearly  all  are  .se  favor- 
ably disposed  towards  the  road,  it  must  bo  [gratif- 
ying to  them  to  know  that  the  work  is  most  ra- 
pidlv  progressing,  and  that  i>ortion  fiom  Peoria 
to  Walnut  Grove,  (20  miles)  is  being  most  ener- 
gelicUly  urged  towird  compLtion.  There  are  now 
about  600  men  employed,  and  that  number  is  being 
daily  increased.  Three  thousand  tons  of  iron 
are  now  in  New  Orleans  for  this  portion  of  the  eoad, 
waiting  for  the  yellow  fever  to  subside  before  being 
shipped  for  this  point.  The  i>eavy  trestle  work 
oppasite  Peoria  is  already  more  than  half  framed, 
and  the  contractors  will  commence  raising  it  this 
week.  The  whole  timber  for  this  trestle  work 
and  for  all  the  bridges  and  culverts  along  the  route 
have  long  since  been  contracted  for,  and  are  in 
process  of  delivery  and  construction.  Two  17  ton 
locomotives  from  the  Paterson  Works,  New  Jersey, 
will  leave  New  York  for  this  i)laco,  on  the  first  of 
October,  and  will  arrive  here  about  the  fifteenth 
The  cars  from  the  manufactory  of  A.  B.  Stone  & 
Co.,  Chicago,  will  be  delivered  by  Nov.  1st.,  and 
construction  trains  will  be  immevliately  upon  the 
road. 

The  whole  line  weare  an  aspect  of  activity  and 
life  which  speaks  loudly  in  favor  of  the  energy  and 
capacity  of  Messrs.  Cruger,  Secor  &,  Co.-,  the  con 
tractors,  and  we  sincerely  hoi>e  and  most  confl 
dently  believe,  that  the  work  they  have  so  well 
commenced  will  be  prosecuted  to  completion  with 
the  same  ability  and  unfaltering  eneigy  that  have 
characterized  their  movements  up  to  this  tinje. 

Me.Hsrs.  C,  S.  &  Co.,  expect  to  run  regular  trains 
from  Peoria  to  WashingUm  about  the  first  of  Ja- 
nuary, and  from  the  Illinois  Central  Rail  Road  by 
the  first  of  March  next; — which  will  open  to  the 
traveling  community  arailroad  commimicationbet 
ween  this  city,  Chicago,  and  also  with  St.  Louis. 

Messrs.  C,  S.  &  Co.,  have  likewise  within  a  few 
days,  made  another  contract  with  the  Peoria  & 
0(|aawka  Railroad  Company  for  that  portion  of  tbf 
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We»UriiDiviKioi)  bi  twecuElmwood  aiidKiioxviile, 
about  21  iuile«'. — Tlie  contractors  furnish  evcry- 
tliiiiKi  including  Iron,   and   hfu  to  have   the  i>ame  | 
completi'd  by  the  first  of  August  next.  \ 

It  has  now  become  m  fixed  fact,   tliat  ihe  entire  | 
route  from  Burlington   to  Middlejiort,  nearly  200 1 
miK'8,  will  be  in  actual  operation  next  year,   and  j 
tbe  resources  of  this  portion  of  our  State  thus  de- 
veloped, will  be  a  matter  of  just  congratulation  to 
our  citizens. — Peoria  News. 

Chicago  <f  R.  I.  R.  R. — The  distance  between 
Tiskilwa  and  Rock  Island,  now  run  by  stage,  is 
66  miles ;  but  the  rails  »re  bwiiig  laid  at  tbe  rate 
of  nearly  a  mile  a  day,  and  in  November  the  cars 
will  run  to  Geneseeo,  25  miles  fVom  Rock  Island. 
The  road  is  sure  to  be  completed  to  Rock  Island 
before  spring. 

At  an  eliciion  hold  in  Tazewell  county,  on  the 
24lh  of  Sept.,  that  county  decided  by  a  vote  of 
1824  to  710  to  sut>sciiiK3  S75,000  to  the  stock  of 
the  Mississippi  and  Wabash  Railroad  Cuuipauy, 
and  $25,000  to  thi;  eastern  extcusiun  of  tbe  Peoria 
anil  Oquawka  Railroad. 

The  city  of  Canton,  in  Fulton  connty.  by  a 
recent  vole  of  198  to  33,  also  authorized  a  sub- 
scription of  S50,(KK}  to  the  Mississippi  and  Wabash 
Railroad.  

Bridge  OTcr  the  .Ulsalaalppl  at  Reck  Island. 

At  the  last  session  of  the  Illinois  Legislature,  a 
charter  was  obtained  by  partii-s  interested  in  the 
Rock  Island  Railroad  for  the  construction  of  a 
bri.ige  across  the  Mississippi  river  at  that  point. 
We  learn  from  tiie  Chicago  papers  that  the  con- 
tract for  building  the  bridge  lias  just  been  let.  It 
is  to  be  conii)lf  ted  by  the  first  of  December,  1854. 
Messrsi.  John  Warner  &  Co.,  have  the  contract  for 
the  stone  work  ;  and  Messrs.  Stone  &  Boomer,  of 
Chicago,  build  the  superstructure.  The  slotigh 
on  the  east  side  of  the  Island  is  to  be  crossed  by 
three  spans  of  150  feet  each  ;  and  the  main  chan- 
nel of  the  river  by  five  spans  of  250  feet  each,  and 
a  draw  for  the  p;issage  of  ves-sels.  The  total  length 
of  the  main  bridge  will  be  l,6i?0  f.-et.  The  bridge 
will  be  a  beautiful  and  most  substantial  structure. 
— ALUm  T^icgraph. 

New  Yoi  Ic  ana  Erie  HailroaU. 

Choice  of  Directors. — The  annual  meeting  of  the 
Erie  Riiilmad  Company  was  held  to-day,  and  the 
following  gentleman  made  Directors  for  the  ensu- 
ing year  :  Homer  Raiisdel,  (of  Newburg,)  Samuel 
Marsh,  Henry  SheMen,  William  E.  Dodge,  Shep- 
herd Knafip,  Cornelius  Smith,  Thomas  J.  Towns- 
end,  Marshall  0.  Roberts,  Charles  M.  Leupp, 
Gouverneur  Morris,  Nelson  Robinson,  William  J. 
McAI[>ine,  Daniel  Drew,  Edward  C.  iV.eks,  Aian- 
son  Robimon,  (of  Buffalo,)  John  Arnot,  (of  El- 
mira,)  Ambrose  S.  .Murray,  (of  Goshen.)  The  last 
five  la  place  of  Mes.>rs.  Skidmore,  G.^le,  Phelps, 
Miller,  and  Slydam. 


Uum  employed.  The  tame  liini  have  taken  the 
contract,  and  are  building  the  Snrllurn  Michigan 
Railway,  called  tlie  ,,Port  Huron  and  Lake  Michi- 
gan Railroad,"  extending  from  Port  Sarniato  Grand 
Haven  a  fine  harbor,  ou  Make  Michigan,  opposite 
Milwaukie.  .  i 


We  copy  the  following  from  the  "state  of  Maine" 
for  the  purpose  of  espressiug  our  concurrence 
thereiu : 

A.  T.  Gait,  Esq.,  of  Canada,  is  now  in  our  city. 
We  but  repeat  the  ccmimon  expression  among  our 
business  men  that,  the  presence  of  no  other  man 
excites  so  much  inlerest,  in  Portland,  as  docs  that 
of  Mr.  Gait.  The  city  of  Portland  is  under  greater 
obligatioQs  to  Mr.  Gait,  that  to  any  other  man,  for 
her  present  commercial  imiwiUuice.  Not  only  has 
Mr.  Gait  given  shape  and  direction  to  the  public 
mind  of  Canada,  on  Railway  matters,  but  the  has 
exerUd  more  influence  in  England  upon  those  great 
enterprises  that  effect  Maine  and  the  city  of  Port- 
hind  than  any,  if  not  all  other  fter^ons.  We  have 
not  time  to  say  whai,  we  wouM  desire  iu  todays' 
is.sut'.  It  will  come  in  more  appropriately,  at  a 
future,  though  at  au  early  day. 

Mr.  Gait  has  resigns  i  a.l  ufdcial  counecuon  with 
Railways  in  Canada,  an<l  is  nuw  the  leading  man 
in  the  great  firm  of  G^oiuslci  4-  Co.,  Railway  C(!l- 
tractors,  who  are  buil<ilng  that  portion  of  the  Grand 
Trunk,  that  extends  from  Toronto  to  Port  Samia, 
OQ  which  line  4,600  men  are  at  this  momeot  \>y 


Rallroeda   In   Sew  Hampalilre— Coneollda-  | 

We  learn  from  the  Boston  Post  that  a  virtual  j 
consolidation  of  the  interests  of  the  Ogdensburg,  i 
Central,  Sullivan  and  Merrimac  and  Connecticut 
River  railroals,  has  taken  place  by  the  closing  of 
a  contract  between  the  several  corporations  for  ai 
long  term  of  years.  Great  advantages  are  expect-  j 
ed  to  result  from  this  arrangement  in  the  way  of  | 
more  economical  oiieration,  cheaper  transportation,  • 
etc.    ■■ :/  ■  ■,■.'■■_  ;  ■    ■.  i 

It  Is  said  further  that  it  insure.s  tl»e  immediate 
construction  of  the  conneclii  g  link  of  ihe  Merri- 
macaud  Connecticut  r'ver,  from  Bradford  toClare- 
mont,  by  gnarautying  such  a  business  to  this  road 
when  comph'ted,  as  will  make  its  bonds,  at  all  ev- 
ents, a  good  iuvvstment  of  the  kind.     It  gives  a 
large  through    business  at  once  to  the   Sullivan, 
making  the  mortgage  bonds  of  this   road   worth 
par,  and  giving  some   prospective   value   to   the 
common  stock.     For  the  time,  also,  it  adds  a  con- 
siderable business  to  the  Cheshire  and  Fitchburs, 
and  some  assistance  to  the  Fitchburg  and  Worces- 
t  r,  the  Worcester  and  Nashua,  and  the  Vermont 
and  Mass.ichusett.'i.     From  convcrsatiojis  with  alt 
the  leading  pai  ties  to   this  arrangement,    we  are 
satisfied  that   'letting   bygones   be   bygones'   the 
present  management  of  the  northern  roads  is  per- 
fectly harmonious  ;  and  that  fiom  various  causes, 
whether  of  interest,  integrity  or  ability,  this  man- 
agement will  be  conducive  to  the  best  interests  ol 
the  stockholders  and  bondholders  in  all  of  them. 
Mr.  Lcc  has  now  his  own  superintendent  upon  the 
Vermont  Central,  and  with,  his  relief,  as  presideiu 
of  the  Ogdensbiurg,  from    financial  dilficulties,   he 
will  soon  be  enabled  to  show   his  practical  man- 
agement.    No  man  can  change  the  geography   of 
the   land.   <tnd  the  shortest  route   between   twc 
points  is  destined  to  be  the  favored  one.     By   thi 
contract  in  question,  this  shortest  route  as  we  be- 
lieve, is  obtained  for  the  through  trade  from   th< 
great  lakes.     It  now  remains  only    to  build    the 
.Merrimac  and  Connecticut  rivers  to  Claremont. 
and  no   fears   are  entertained,  but  tijat  with  the 
assistance  of  tbe  towns  upon  the  rout^;,  this  can  be 
done  without  delay. 

The  extension  of  the  Passumpsic  to  Stanstead 
has  received  tlic  eaniest  approval  of  all  the  con 
jiecting  roads,  who  have  come  forward  liberally, 
with  their  guarantees.  The  benefits  of  this  exten- 
sion will  be  very  great  to  the  P;issumpsic  and  to 
the  Northern  aud  Concord  and  Montreal.  From 
reliable  accounts  of  the  business  to  be  obtained 
therefrom,  the  portion  of  the  Northern  will  go  far 
to  compensate  it  for  the  withdrawal  of  the  Central's 
through  business. 


GreensviUe  and  Roanoke  Railroad. — This  road 
has  accomplished  what  is  rather  unuBual  aiMong 
railroads,  viz.  It  has  paid  a  larg».'  construction  debt 
out  of  surplus  profits,  and  though  but  a  short  road 
with  limited  receipts  is  now  out  of  debt  and  i)ay- 
ing  good  dividends  to  the  8U)ckholders.  The  road 
is  now  laid  with  a  flat  bar,  but  the  Company  will 
rebuild  it  with  edge  rails  as  soon  as  a  sufficient 
portion  of  the  North  Carolina  Railroad  (from 
Raleigh  to  Charlotte)  is  in  operation  to  justify  the 
necessary  expenditure.  This  will  probably  be  in 
the  course  of  the  next  year. 

The  length  of  this  road  in  ojieration  is  18  mlle«. 
The  car.ital  paid  in  S200,000.  The  total  cost  of 
road,  equipment,  stations,  &r.,  being  S284,81544, 
The  gross  earnings  lor  the  last  official  yi  ar  were 
S47>60  67  and  the  net  earnings  S18,671  03.  The 
last  dividend  was  7  per  cent,  and  the  pnsenl  value 
of  the  stock  £60  |K.'r  share. 

Petcnbiirt:  R,i!lr,-/i'f. — This  company  Iisirc  also 
paid  a  large  portion  of  their  debt  out  of  .surplus 
earnings,  the  remaining  liabililie:?  amounting  to 
S173,8ti7  48,  which  it  is  expected  will  be  ex- 
tinguished in  the  same  manner.  The  la.st  dividend 
of  this  company  was  7  ih.t  cent.  This  road  was 
relaid  throughout  with  edge  rails  in  1850-51. 


Steam  Fire  Knjj;lnc. 
While  at  Cinciimati  we  had  an  opportunity  of 
seeing  the  steam  fire  engine  built  for  the  city  by 
Messjs  Shawk,  Lattie  &  Co.  We  learned  that  it 
was  regularly  used  at  tiivs  and  was  rt  garded  as  of 
great  service  in  extinguishing  them  It  ia  kept 
in  readiness  to  be  drawn  to  any  fire  and  in  the 
:ime  generally  re<,uirid  to  get  there  will  Lave 
raised  suflScient  steam  to  ojHjratc  the  pumjis.  Its 
weight  was  seven  tons,  and  its  main  suction  hose 
nine  inches  in  diameter.  The  workmanship  is  of 
excellent  description,  although  some  of  the  parts 
mi^ht  be  reduced  in  weight.  Mr.  Gritiin  Taylor,  a 
citizen  of  Cincinnati  has  contract<'d  with  Messrs. 
Shav.k,  Latlic  &  Co.  to  build  for  him  an  engine 
of  the  same  general  plan,  but  to  be  light<r.  It  is 
not  stated  what  Mr.  Taylor  proposes  to  do  with  the 
engine. 

Ceutrol  Obio  Uailroed. 

The  followin;^  i.-t  the  board  of  directors  elected 
at  the  recent  meeting  of  the  stockholders. 

John  Sullivan,  George  JamoF,  Stephen  R.  Uos- 
mer,  Joseph  Thomas,  James  L.  Cox,  and  John 
Peters,  of  Muskingum  ;  D.  W.  Deshlcr  and  Samuel 
Brush,  of  Franklin;  George  B.Wright,  of  Licking; 
Nehemiah  Wright  and  John  Welsh,  o(  Bel  nont  • 
John  Hall  and  Moses  SarcLet,  of  Guernsey.  They 
are  all  old  members  o)  the  board,  with  tbe  excep- 
tion of  Messrs.  Sarchet  aud  Thomas. 


Anaerlean  KailM  in   Virginia.  - 

It  is  said  that  the  Board  of  Public  Works  of  Vir- 
ginia have  instructed  the  suiwrintendent  of  the 
Covington  and  Ohio  railway  to  advertise  for  rails 
that  will  be  needed  on  the  entire  route,  to  be  made 
<rn  tke  Unt  of  road.  This  will  have  an  important 
bearing  upon  the  iron  and  manufacturing  interests 
of  Virginia.  He  is  also  to  advertise  for  freight  and 
passenger  cars,  to  be  made  on  tbe  line  o  the  road 
or«]fiewhere. 


J*llet  and  Laporte  Railroad. 

We  learn  from  the  Alton  Tdlegra/ih  that  the 
Railroad  connecting  Joliet,  Illinois  with  Laporte 
Indiana,  better  known  as  tbe  "Joliet  and  Laporte'* 
cut-off  is  to  be  built  under  the  charter  of  the  Os- 
wego and  Indiana  Plank  Road  Company,  and  ar- 
rangements are  understood  to  lia\  e  bt  en  made  for 
its  early  coustruction.  The  board  of  DirecteTs  con- 
sists of  Col.  W.  Smith,  X.  D.  Elwootl.  John  StJ-y- 
ker,  Geo.  Wodrutf,  and  il  D.  Risky,  of  which  Mr. 
Elwood  is  Prciident 

Tbe  Board  at  a  recobt  meeiini:  elected  H.  A. 
Gardener,  Chief  Engineer,  and  Gt-o.  R.  Macgregor, 
ResideDt  Eugineer.    The  former   is  at  prewst 
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Resident  Engineer  on  the  Alton  and  Chicago  road : 
the  Utter  lias  been  employed  on  the  Rock  Island 
road  ever  since  its  commencement. 


Railway  Share  List,      .  .      i 

Compiled  frtm  the  latest  returns — cnrrrcied  every  Wednesday — on  a  far  valuation  of  SIOO. 


Aiuericaii    Uaiiroad  Journal. 


SaturUay,  October  15,  1853. 


NAME  Of  COMPANY. 
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Erie    Knili-oadi 

We  get  no  report  from  the  Erie  company.  The 
public  were  to  have  one  as  soon  as  the  September 
earnings  were  fifjurod  up,  which  wa.s  the  case  long 
ago.  The  finanf:ial  year  terminated  Sept.  30.  The 
new  board  of  directors  was  choson  on  the  llih  j 
iiist. 
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Atlantic  and  St.  Lawrence .  . 
Androscoggin  and  Kennebec. 

Kennel)ec  and  Portland 

Port.,  Saco  and  PorLsnioiith . 


Maine.  160i  1,638,100!  2,973,700|  6,150,278 
.      "     i  55!      80'J,5'7&  1,010,600!  2,004,458 
870,(11      8(X),000   2,180,000 


York  and  Cumberland . 
It  i^  th.;  usi;;il  and  pioper  custom  for  a   «- I  Do.stnn,  Concord  and  Montreal.  N. 


H. 


Che^hir 

Nortljern 

Manchester  and  Lawrence. . .  . 

N.ashna  and  Lowi-ll 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  Pivssumpsic. . 

Rutland 

Vermont  Central 

Vermont  and  CaUf-ida 

Western  Vermont 


tifinsi  board  of  dire<aors  to  give  jia  account  of  1 9**"^"'"'' 
their  stewardship,  by  way  of  closing  up  matters  in 
the  event  of  not  boing  re-elected,  or  for  the  pur- 
pose of  showing  thiir  fitness  for  the  trust  reposed 
in  them,  in  case  lliey  desire  to  be  continued  in  of- 
fice. Such  reports  a.e  universally  .submitted  to 
th'?  s'rtti'/itt^/r/s  for  their  approbation.  We  can  hear 
of  no  such  report  .it  the  meeting  of  the  11th  in- 
stant. The  old  board  liave  gone  out,  and  a  new 
one  has  come  in,  liui  a  veil  still  rests  upou  the  mys- 
teries- that  have  so  l.>ng  bi-en  .oneenled.     When  is  ,'  ),t'™ont  V  alley 

,  ,,     ,      ,  I  Boston  and  Lowell 

It  to  be  rcniovca  :     In  the  meantim,,-  th**  slock   is  ;  Boston  and  Maine 

suffering  lA)r  the  want  of  a  iwrf  report.     Why  do  ;Bo.ston  and  Providence 

not  the  friends  of  the  road   light  out    their  battle  ;  Boston  and  Worcester 

over  the    nu-nts  of  tlio  road.     If  the  stock  is   so  1  "^^l*"  '^^  branch 

,,,,,.  ,.      .      ,  ,       ,         .„  i Connecticut  River 

Valuable,  that  one   director  buys,  by  the  millions,  j  Ei^tern 

for   inr'.-^iMciif,  why  not  let  tiie    public   know   its   Fall  River 

worth,  aricl  jjive   them  a  lair   chance  ;  or  is   it  so  i  Fitchburg 

^nod  a  thin-  for  distril>ution  .'     We  must  have  the  j  -"^'^^^  Bedford  and  Taunton. 

rei)ort  soon,  or  we  shall  try  to  supply  its  place.  I  oi  1  C  )1    *v  "     

Taunton  Branch 


Vt. 
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51 

20 

03 

35 

54 

82 

24 

15 

I  47i 

•  261 

I  6li 


1,355,500 

285.747 

1.649,278 

l,485,000j 

2,078,625! 

3,010,634; 

717,543! 

600,000l 


123,884  1,469,384 
341,1001  713.006 
622,200  2,640,217 
none.  |  1,485,000 
720,900!  3,002,094 


.5  3 


,5  t- 


none. 


1,007,000 


661,214 

1,400,000 

673,500 

660,000!  1,745,516 


1120   2,480,000  2,429,1001  5,577,40] 
1117,  8,500,000|  3,500,000 


Mass. 


There  are  some  tiiiuirB  in   the  brief  statement  of  I 


471  1,600,000| 

61  392,0001 

2Ji  ! 

28'  1,830,000; 

83;  4.076,974' 

63l  3.160,3901 

69i  4,600,000! 

28,  421,205| 

52j  1,591,100' 

75i  2,850,000! 

421  1,050,0001 

6«i  3,540,000; 

20|  500,000, 

26|  547,015, 

45I  1,964,070 

12'  250.0001 


700,000 


150,000 
390,000 
4-26,000 
171,800 


12,000,000 
1,500,000 


1,995,249 
4,092,927 
3,546,214 
4,846,967 
633,906 


254,743 
140,561 
133,338 
208,669 
23,946 
150,538 
305,805 
287,768 
328,782 
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113,520  none 
80,053  none 

none 

'  6 

11,250  none 
79,659  none 
141,836  8 
55.266  5 


85 
36 
46 
98i 
40 
35 
107* 


193,500    1,801,946!    229,0041 

3,120,391     488,793' 

229,446! 

574,674 

164,230 


the  tiuance  conimitl«-e  that  need  explanation  hud- 
hf.  A  full,  lucid  and  credible  report,  viuit  be 
made  to  su.-stain  the  ttock,  bonds,  and  the  credit  of 
th<!  company. 


Vermont  aid  Massachusetts. .       " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  a:id  Worcester.. .      " 

j  Canal Conn 

Cinc;iiii«tf,  Humiiiou  aiKi  Dayton  Raiiroail.  |  Hartford  and  New  Haven..., 

This  Company  are   building  a  donlilu   ira^k  10  :  IJousatonic " 

Hamilton,  20  miles  from  Cincinnati.  At  Cincinnati  I  Harttbrd,  Prov.  and  Fishkill. .      " 
th(  y  are  ertctiitg  a  new  engine  house,  100  feet  in  I  ^*^^^  London,  Wil.  and  Palmer 


500,000 

none.  1,050,000 

112,305  3,623,073 

none.  ;  620,476 

819,7431  1,245,927 

282,3001  2,293,534 

none.  \  307,136 

77 j  2,140,536i  1,001,600!  3,203,333 

45i  1,134,000!   171,210]  1,321,945 


48 
163,076  5  j  47 
i  6>^i  90 

132,645      61,613   8     109 

|none  .... 

jnonel  21 

'nonei  37 

495,397     206,539nonei  26 

-.     ....j  13 

Leased tolthe  Vt.  Cent.  !  99 
Recently  opened,   [none!.... 

Inonel.... 

388.1081    130,881'  7J.'.j  94* 
669,001 !    338,215'  7  ~!l03i 
469,6561    227,434'  6     !  86 
758.8191    331,2961  7     ,'101 
60;743i      30,056!  2%\  46 
72,028i  6  '1  66 
241,017i  7^1  92i 
99,5891  8  "il06i 
232,787!  6     |  96 
43,9601  7^1117 
67,251      23,416nonei  60 
322  213    101,5IOnonei  91f 
137,406      24,399|  8     L... 
218,679      18,618  none    18 
162,109!      66,900:  4>^;  68 


!l55|  5il50i000|  6,319^620!  9!963|769|1,339'873!   683,1941  6>^j  99 
1  60|    ;      361,700! j    240,.572i     42,3171 . . . .  |  63* 


!  New  York  and  New  Haven . .  . 
Naugatuck 


New  London  and  New  Haven. 

I  X- 


diamcter  1.0  contain  24  engines,  besil'.-s  niakii.g 
other  improvements.     The  shops,   machintry  and 

motive  power  of  the  comi)any  are  of  the    drst  j  Norwich  and  Worcester 
class,  comprising  the   best  spt-ciinens   of  eastern  '  1^"''''*'" '"^'"l  ^^^'^^  York  City., 
work,    the    whole   under   the   charge   of  Daniel   I^!!^'!'''.^!'^^^^''"!^- ''''''■^• 
McLaren,  Esq.  formerly  of  the  Boston  and  Wor 
cesier  Railroad.     The  track  of  this  road  is  in  ex- 
cellent order  and  is  well  fenced   throughout   its 
length. 


NY 


Detroit  and  Pontiac  KailroafK 

At  the  annual  meeting  of  the  Stockholders  of 
the  Detroit  and  Pontiac  Railroad  company  held 
Oct.  3d  1853  the  following  Board  of  Officers  were 
elected  for  the  ensuing  year:  N.  P.  Stewart,  Pieti- 
dent. 

D.  Smart,  E.  A.  Brush,  H.  N.  Walker,  Elon 
Farnsworth,  N.  P.  Stewart,  B.  C.  Whittemore,  J. 
W.  Brooks,  J.   F.  Joy,  Chas.  Howard,    Directors 

The  Detroit  Advrrliscr  says;  The  list  shows  that 
the  new  Imard  is  composed  of  men  whose  integrity, 
who.se  high  standing  in  busiaess  and  iis  citizens 
whose  energy,  and  whose  knowlctige  of  railroad 
affairs  are  not  surpassed  either  in  the  cit.'  or  Stale, 

and  must  give  confidence  and  faith  in  the  assurance 
tha*  this  road  ii  .ibont  to  1  come  an  important 
avenue,  •/vei  whifh  a  largt  business  with  this  city 
will  be  csirried  Oft  v  .^.  »     -        ! 


Buffalo  and  State  Line . 
Canandaigna  and  Niagara  F . . 

Canandaigua  •'iiid  Elmira 

Cayuga  and  Susquehanna . . . . 
Erie,  (Ne\v  York  and  Erie). . 

Hudson  River 

Harlem 

Long  Island . . . : 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal 

Rensselaer  and  Saratoga 

Rutland  and  Washington .... 
Saratoga  ••wid  Washington . .  . . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley 

Erie  and  North  East 

Harrlsburgh  .ind  Lancaster. . . 
Philaflelphia  and  Reading. . . . 
Philad.,  WUmin^^n  and  Bait. 


40i  1,457,500 

45i   

3,000,000 


300,000|  1,731,498 

i 


2,600,000 
Jn  progres 
558,8611  800,00011,511,111 
3,000,000!  l,641,000i  4,978,487 
926,00(1'  440,000 
750,600:  660,000 
2,121,110,  701,600 
900,000!  1,650,000 
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50 
66l 
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62 

65  750,60(t:  660,000  1,380,610 
54  2,121,110,  701,600  2,596,488 
91       900,000!  1,650,000   2,550,600 

132;   j iln  progres 

691  879,6361  872,000|  1,921,270 
.50,   i In  progres 


47 

36 
464 
144 
13n 


263,690  139,5141  6 

! '10 

600,408i    332,223,none  122 
329,041 1    168,902jnone 

69,629L inone 

]14,410| i... 

806,713;   428,173  7    jl03 


Recenfy!«>l»ened.   inone   46 

267,661|    116,966'  4>^i  63 

Recently  (opened,    nonej  86 

; Inone;  66 

Recently  ioiKjned.     ....  130 


425,509      582,400|      987,627 

687,000j      400,000,  1,070,786 

9,612,995!24,003,865!31,30]  ,806 

3.740,5151  7. 046,395' 10,527 ,664 

4,725,2601      977,463i  6,102,935 


951  1,875,148,      516,246|  2,446,391 

504,22,858,600,  2.111 ,8241 | i '•.... 

1181  1,579,969!  2,969,760!  5,133,834;    480,137!    195,847!nont 

OKI       Qrin  fknnf       oAi  Rnni       «n7  KAa       o<^  r.iA!      4.S  Rn« '    4 


35  350,000 

231  174,042: 

25!  610,0001 

60  85'),000; 

41  899,800; 

82  237,6901      100,000 

89  430,936i      700,000 

96  1,011,940      660,000 

N.J.     66    1,500,000! 

45I  l,O22,420i      128,000 

31 1  2,197,840|      476,000 

63  986,1061  1,600,000 

Penn.j  661  1,184,600 

"     j  20'     600,0001 

86,  783,950'      688,051 


76,760       39,36(ijnonej  68 

74,241!      23,496  nonei.... 

3,537,7661, 691, 62S    7       72* 

1,068,659!    338,788!none|  63 

681,445!    324,494!  6       64 

206,068!      44,070|none'  28 

108 

28 

90,0161     43,60V    4       70 

Rf'cpnrlv  opened,   'none 

213,078      96,7371.. 
Recentlv  opened.     . . 
173,645     136,017!none;  30 

Recently  |Opened.    j j  33 

l,043,367jRecentlv  |oi)ened.  Inonei .... 
1,693,711)  226,162!  116,706J  8  jlOO 
4,327,4"'^i],^>J8,.385i  478,413|10  !l60 
1,220,325!  149,941'  79,252j  4  i.... 
3,215,720!   603,942    316,259;10     |148 


201,6001  007,803 

131,000|  349,775 

25,000  774,495 

400,000  1,250.000 

940,000!  1,832,946 


329,577 


2,379,8801    260,899    124,7401  8>^j.... 
18,000!  l,265,143i    118,617       76,8901  6     j.... 
760,000  Recently  opened.  ' . . . .  126 
1,609,4941    200,249    106,982   8     i.... 
95j  6,656,332!l0,427,800 17,141,9872,480,626  1,261,987   7     I  76 
99.  8,860,0001  2,408,2701  6^18,8881   «67,786    883^1'  6     !  79 
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Railway  Share  List, 

Compiled  from  t/ie  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/$100. 


NAME  OF  COMPANY. 


o 

I 
I 


Pennsylvania  Central Penn 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  hranch •' 

Baltimore  and  Suscjuehanna . .      " 

Alexandria  and  Orange Va. 

Manas.sa.s  Gap " 

Petersburgh ■' 

Richmond  and  Danville " 

Richmond  and  Petersburgh..     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Teimessce " 

Winciiester  anil  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchehtcr.     " 

Georgia  Central ., Ga. 

Georgia " 

Macon  and  Western " 

Muscofrt'u '• 

South  Western " 

Alabama  and  Tennessee  Rivor  Ala. 

Mcmi)his  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss 

East  Tennessee  and  Georgia.  .Tenn 
Nashville  and  Ch.ittanooga.  . .      " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Fraiuifort " 

Maysville  and  Lex  ngton " 

Cleveland  and  Pitliburgh Ohio. 

Cleveland,  Painesi.  and  A^^h..     " 

Cleveland  and  Columbus '* 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton     " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro , " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...     " 

Ohio  Central « 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  an<l  Indiana " 

Scioto  and  Hocking  Vallev...     " 
Toledo,  Norwalk  and  Clevel'd     " 

Xenia  and  Columbus " 

Evansvillc  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine    " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis.. .     " 

Madison  and  Indianapolis '• 

Peru  and  Indiana])olis " 

Terre  Haute  and  Indianapolis    " 

Rock  Island  atid  Chi  .-ago '• 

Chicago  and  Mississippi " 

Illinois  Central 111. 

Galena  and  Chicago •' 

Michigan  Southern Mich. 

Michigan  Central " 

Pacific Mo. 
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9,188,3(^)0 
1,C6U,000 


76'.»,000 
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1,(KK»,000 
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3,000,000 

180.000 
1,338,878 
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6,000,000;13,G00,00(i  1,943,827;    617,626  .... 


98 


108 

9,827,123119,512,30711,325,563;    615,384j  7        614 
l,GuU,00Oi    348,622    216,237 j  8     j.... 

I    413,673j    152,536; 

In  prog. 
In  prog, 


173,867 
200,000 


503,006 

8(K»,0(>( 
446,U3(' 

1 ,500,00* 
120,(rfX 

1,134,098 


1103,928    227,5931      72,370 

'"  pi<'g-      j 

l,10t),()00     122,861i      74,113inone 

1,531, 23b  i    254,376;    113,256|  7 
In  prog, 
in  pr.;g. 
In  j>r<ig. 
416,5.32 

2,905,574 


1,004,2^1 

3,858,840 

.3.'l<)o',66o' 
4,000,000| 
l,214,283j 


176,485;   74,902  inont 

I jnoue 

80,776 .;i2 

510,03b!  153,89t-j  6 


300,0001  In  prog. 
3,000,000  7,002,300  1,000,717!  609,711j  7 


306,187 
1,214 


ii;.:» 


126 

lis' 


686,887 


776.259 
879,868 
688,611 


In  prog. 

3,378,1321  945,508i  508,625]  8 

;  934,424  45H,46J-;  7}^ 
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dn  prog.     I • 1 ....  I ... . 

Io0,000i      743,5251  129,395;  71,535'  8     !..., 
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400.000 


835,000 
2,093,814J 
1,430,1.50 
I   357,218 


1,239.450 


541,000 

850,000 

1,100.000 


1,371.000 


In  prog. 
In  prog. 
1,330,960:   173,542!     76,0791  8 


In  prog,  j I 

'"  P'-'^g:-  ! j 

In  prog.  ; , 

.  684,902   87 ,421  i  44,260 


In  prog, 
2,903,756  194,429,  123,306  6 
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3,027,000   408,200 


1,694,000 
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310,000 


906,000 


650,000 


2,370,7841 

'    !K)0,000 
2,387,200 
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87 
54 
31 


1,760,700 


131 
83 


62 
88 
40 
72 


562,000 
1,092,137 


1,660,000 


632,387 


1 ,000,000 


3,f.55.(KXi[  777,793'  483,464 
2,000,000 


2,600,000;  321,793!  200,967 

In  prog.  ! \ 

925,000|Recently  opened. 
In  prog.  I 
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In  prog . 

2,634,157  526,746'  314,670'  10  '119* 
1,855,000 '■ !....!.... 

1,767,0001  4,110,148  640,618:  113,4011.. 

In  prog j i. 


2,450.000 


800,000 
119,600 


In  prog. 


iRecently'opcned. 


95 
97 


1,317,140  Recentlv;opened.    i, 

1,257,714    237,606;    136,368.i 

In  prog.     ' I I , 


16  i.. 
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Recently  jopened. 


jIn  prog I ,.  i 

1 Recentlv  opened. 

750,000]  2,400,000    516,414;    268,076 

It  I  * 

I"  prog.       ( 

663,100,  1,353,019    105,944      71.440 
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il,982;36] 
2.499.410 
1 1,000,000 
il,000,000i 


500.000  In  prog.  473,648!  286,162. 
2,629,000  6,430,246  692,187,  293,046;. 
4,067,396!  8,614,193 ! ; 

none.    ;Iii  progres  ,Reoentlv  opened.  J . 
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CovlnKteaaMd  Ohio  HaMioad. 

The  Petersburg  Express  undemtands  that  Capt. 
Chas.  Dimmock  Las  so  far  completed  the  survey  of 
the  "Monroe  Route."  for  the  Covington  aJid  Ohio 
railroad,  as  to  determine  thai  the  grade  on  the  Al- 
leghany mountains  need  not  exceed  76  feet  per 
mile  from  east  to  west,  and  55  feet  from  west  to 
oast  These  will  1m?  the  maximum  throughout  the 
line,  and  no  tunnels  are  nece^»arJ•.  The  other 
routes,  vie  ;  one  by  the  Greenbrier,  and  the  other 
by  Meadow  river  are  now  bcng  surveyed. 

AppolMtineut. 

Mr.  William  Morris,  for  a  long  time  a  popular 
conductor  on  the  Little  Miami  Railroad,  has  l»een 
appointed  Snpeiintend«nt  of  the  Dayton  and 
Western  Railroad,  running  from  Daytou  to  Eicb- 
.nond. 

Cliesler  Valley  Railroad. 
Tlie  Chester  Valley  railroad,  frojji' NonistAwn 
o  Downingtown.  Pa.,  where  it  connteis  with  tber 
i!.'olumbia  road,  w*.s  opened  on  Thursday  29th  ult. 

Sltara  «Hfl  Moiir|r  Hxrket. 

The  gnat  subject  in  Wall  street  is  Uie  pn-wnt 
state  of  the  money  market,  w  hith  is  pro<lucing 
tome  dis.i8trous  resulus.in  cau-Mng  failures  in  some 
instances,  and  iu  depressing  the  value  of  securi- 
ties of  all  kinds.  Money  is  utmsually  searco,  and 
there  is  a  general  paralysis  ufK>n  negotiations  of 
railroad,  and  other  stocks  and  bonds.  The  tflect 
may  be  to  check,  terajjorarily,  the  rapid  progn  ss 
we  have  been  making  in  tlje  consiruciion  ol  pub- 
lic works,  and  it  will  pretty  surely  put  a  stop  to 
the  spirit  of  speculation  wliich  was  beginning  to 
develop  itself  in  various  quarters.  As  we  believe 
the  general  business  of  the  country  to  be  in  a 
sound  condition,  we  regard  the  presf  nt  stringincy 
•IS  temporary,  though  it  is  ea.\v  los< »k  tl.at  money 
must  be  in  active  demand  for  sonic  lime  to  come. 
Sliould  this  be  the  case,  maiiy  of  the  pnjecls  now 

oming  before  the  niaiki-t  must'  be  poM|N»ned. 
i'here  are,  however,  a  consideiable  number  too 
n»r  advanced  to  render  the  sus|H-nsion  ot  their  o|> 

rations  either  exfXMlient  or  practicable,  and  the 
<\-ants  of  these  will  continue  t-)  be  a  ^t  ady  drain 
iilKin  the  capital  of  the  country  lor  «  ycai  or  two 
.•head. 

We  have  discnssed  this  subject  somewhat  at 
length  iu  another  of  part  the  Journal,  For  a  more 
detailed  view  of  monetary  matters  we  refer  to  oar 
notice  for  the  week. 

Tkurs/iav. — The  foreign  news  to-day  had  a  de- 
pivhsing  effect  upon  the  share  market,  which  show- 
e<l  a  decline  from  yesUrday  s  prices.     Ei ie nold at 

8  :  Hudson  River,  at  70;  Harlem  at  66>i.  Other 
fanei<;s  were  heavy.  xMoney  was  in  active  demand 
at  former  rates.  The  steamers  news  was  unfavo- 
rable 10  cotton,  but  favorable  to  bread  stufls, 
which  have  advanced  largely.  The  revet  se  ol  ihii 
slate  of  things  would  be  most  to  our  advantage, 
as  our  exports  of  the  cereals  bear  but  a  tritiing  pio- 
portion  to  those  of  cotton. 

Fridaii. — The  market  showed  a  further  declia* 
to-day.  New  York  Central  sold  at  1073^.  the  low- 
est point  it  has  touched,  and  some  sixteen  per  cL 
lower  than  it«  highest  |>oint  since  the  c«iusolid»> 
lion.  We  are  surprised  at  the  continued  <Iepn.'s- 
sion  of  this  stock,  which  we  believe  will  be  a  ^»  - 
per  cent  for  many  years  to  come.  Erie  sold  at 
77>2,  Hudsoi.  River  at  68  Michiglan  Central  at 
108.  Coal  stock  also,  showed  a  considerable  de- 
cline.    The  money  market  appears  to  be  growlD^ 
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tighter  and  tighter  every  day  ;  tho  result  princi- 
pally ot  apprebeDBions  as  to  the  future.  The  pres- 
>.'nt  stringency  is  induced  more  by  the  prevailing 
sentiment  than  any  other  causes,  and  will  be  re- 
lazed  so  soon  as  omr  people  can  be  led  to  view 
things  in  a  correct  light.  '  | 

Saturday. — There  was  little  change  to  day  from 
fche  preceding  day's  prices,  with  a  few  exceptions. 
New  York  Central  sold  at  110,  an  improvement  of 
2}^  per  cent.  Erie  was  a  little  better ;  Crystal 
Palace  sold  at  55.  At  one  time  this  stock  sold  at 
160.  Panama  was  heavy  at  92.  Money  remains 
.ts  asoal.  It  is  particularly  ditiicuU  for  railroad 
companies  to  snpply  their  wants. 

Miiiday.  The  Sh>re  market  was  better  to-day. 
"Erie  advanced  one  per  cent ;  Central  railroad  one- 
half;  Hudson  River  one-half.  Coal  stocks  were 
.ictive  at  advanced  rates. 

The  Bank  reports  made  up  for  Saturday,  show 
: he  following  result:  | 

Oct.  8.  Oct.  1. 

hniam $89,128,998  S90.148.54r 

3^H?cie 10.266,602     Il._'31,9l2 

Circulation 9,678,468      0,521, oe.'i 

Deposits 67,985,768    57,968,661 

The  only  material  change  for  the  week  is  th« 
loss  of  specie  which  amounts  to  nearly  SI, 000 ,000. 

Tuesday. — The  stock  market  was  much  de|)res!>- 
ijd  to-day.  Erie  declined  to  76)-^ ;  New  York 
Central  to  109)^  ;  Reading  to  78  ;  Harlem  to  65  ; 
Michigan  Central  sold  at  111 ;  Michigan  Southern 
v-at  118;  Crystal  Palace  at  55.  For  fancies  gener- 
ally the  market  was  dull.  Money  was  e.xceeding- 
ly  tight,  the  rates  for  first  class  paj)er  being  not 
less  than  12  per  cent.  The  unlocked  for  suspen- 
sion of  Mr.  DrajHjr,  made  matters  worse.  We  un- 
derstand that  his  suspension  was  entirely  caused 
by  his  inability  under  the  present  pressure,  to  com- 
mand those  bank  facilities,  which  under  ordinary 
circumstances  would  have  been  freely  extended, 
and  which  he  had  a  right  to  expect.  His  meanv 
are  in  securities  which  are  sound,  and  which  would 
readily  sell  upon  a  change  in  the  times.  His  bus 
pension  was  entirely  unexpected,  is  universally  re- 
gretted, and  will  be,  it  is  believed,  but  tempa 
nuy. 

Wednesday. — Matters  were  worse  in  Wall  street 
to-day.  The  recent  failures  have  tended  to  give 
a  severe  shock  to  public  confidence.  Stocks  of  al! 
kinds  were  much  depressed.  Erie  went  to  75^ 
Hudson  River  to  67,  Reading  to  76,  New  York 
Central  sold  at  108^-4.  Many  of  the  fancies  are 
ranch  lower.  If  possible,  money  is  much  mort 
difScult  to  had  to-day  than  at  any  time  during  th" 
present  pressure.  It  is  almost  useless  to  attempt 
to  give  rates,  as  they  depend  more  upon  the  posi- 
tion of  parties,  than  upon  any  standard  applicable 
to  the  whole  market.  ,j 
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Erie 

Hudson 

Little  Miami 

Milwaukee 

New  Haven 

Si.tth  avenue 

E'ghth-avenne 

Cleveland  and  Pittsburg 
Chicago  and  Rock  Island 
Southern  Michigan .... 
Buflalo  and  N.  Y.  City . . 

Macon  and  Western 

Ohio  and  Pensylvania. . . 
Norwich  and  Worcester . 


1853. 

.1852. 

S512,6.S4 

S375,170 

134,079 

99,451 

65.285 

56,487 

35,434 

18,000 

84.142 

72.00:- 

28,656 

6,00«i 

26,265 

Just  opened 

42,871 

44,004 

63,261 

Not  oj)ened 

198,401 

115,285' 

86.272 

Not  opened 

24,426 

19,699 

80,«26 

37,520 

33,688 

28,84b 

''Kunuiiiy  the  tliiug  luto  tUe  |{i<tMa<i«" 

We  think  too,  the  proposed  road  from  Union 
to  Indianapolis  is  running  the  thing  into  the  ground 
with  a  vengeance.  "The  writer  thanks  the  editor  of 
the  Journal  for  publishing  his  article,  but  still  more 
for  these  comments.  When  the  editor  descends 
from  generals  to  particulars,  there  is  no  danger  of 
capitalists  being  deceived.  Tlie  new  road  that  can- 
not stand  public  examination  ought  not  to  be  built- 
The  writer  with  the  kindest  feelings  begs  leave  to 
assure  the  editor  that  with  all  his  usual  caution, 
he  too  is  mistaken,  there  is  no  proposed  road  from 
"Union  to  Indianapolis".  There  is  a  proposed  road 
from  Evansville  on  the  Ohio  river  by  Indianapolis 
to  Union,  know  as  the  Evansville  Indianapolis  and 
Cleveland  straight  line  railroad.  The  writer  is  gra 
lified  to  find  that  the  editor  does  not  oliject  to  that 
part  of  the  road  from  Evansville  to  Indianapolis, 
the  importance  of  which  has  commended  its  self 
10  all  who  have  looked  uikji^  the  map,  and  the  de- 
stitution of  that  productive  section  of  the  state  ol 
railroad  facilities;  and  hadtheediloi  been  apprised 
of  the  tin;  s  au  of  the  case  he  ceruinly  would  not 
iiave  deemed  it  necessary  to  single  out  the  othei 
•nd  of  the  road  as  specially  objectionable.  Had  he 
Ivnowu  that  the  Evansville,  Indianapolis  and  Cleve- 
land straight  line  railroad  was  projected  for  the 
iiurposc  of  building  a  through  line  of  the  same 
^auge,  extt^ndin|pht;  line  from  Cleveland  to  Evans- 
ville on  the  Ohio  gauge,  so  as  to  avoid  all  tran- 
shipments between  the  Lake  and  thw  Ohio,  and 
that  it  mieht  become  necessary  to  make  that  part 
of  the  ro;id  from  Indianapolis  to  Union,  where  the 
connection  of  the  through  line  could  be  formed,  al- 
though it  might  not  be  at  Indianapolis,  owing  to 
the  <iifierence  of  gauge  between  tije  present  and 
iiroposed  roads  tho  views  of  the  editor  might  be 
.changed  The  editor  is  aware  that  the  recent  attempt 
to  widen  the  track  from  Unioi:  to  Indianapolis  ot 
:iie  present  road  so  as  to  extend  the  through  line 

if  the  same  gauge  from  Cleveland  to  Indianapolis 
.las  been  met  by  an  injunction.  Had  that  me;isure 

leen  successful  there  would  have  been  no  neces- 
■iity  to  make  that  end  of  the  Evansville,  Indiana 
,)olisand  Cleveland  road,  as  the  through  line  could 
liave  been  made  over  that  road.  It  is  not  com- 
p  etition,  but  the  through  line,  that  the  ompjuiy 
desire,  and  this  well  known  to  those  interested 
in  the  roads  between  Indianapolis  and  Cleveland, 
and  if  this  main  object  can  be  obtained,  which 
will  be  mutually  btnetlcial,  by  the  time  the  road 
is  made  from  Evansville  to  Indianapolis  to  which 
the  means  of  the  company  will  be  first  directed,  no 
road  will  be  built  from  Indlana[)olis  to  Union,  nor 
unless  the  company  shall  be  compelled  to  build  it 
to  enable  them  to  cairy  out  the  great  object  of  ma- 
king the  through  line  from  the  Lake  to  the  Ohio 
river  of  the  same  gauge,  yet  to  be  extended  from 
Evansville,  by  Paducah  to  Memphis.  The  writer 
thanks  the  tditor  forgiving  this  opportunity  to 
explain  and  set  the  position  of  the  company  right 
before  the  public. 

Indianapolis. 


TrikTel  on   the  M<ehii(an  Central  Kailroad 

From  the  Chicago  Tribune  we  learn  that  for  the 
ten  days  ending  on  the  22d  of  September,  there 
iverc  in  the  aggregate ^//«?i  iKousaad  oiu  hundred 
and  fifty  persons  carried  over  the  road  on  the  reg- 
ular passenger  trains,  making  an  average  of  1,514 
persons  per  day.  The  largest  number  carried  in 
one  day  wm  1,670,  and  th«  lowest  was  1,286. 


Iron  AlaU"faciarlii|{  In  C  ue>Mi>ntl» 

The  facilities  of  Cincinnati  for  tho  uiaimfacture 
of  a  superior  quality  of  iron,  are  very  much  in  her 
favorable  location  in  the  vicinity  of  a  variety  of 
ores,  from  a  mixture  of  which  a  better  iron  may 
be  made  than  from  almost  any  single  ore  with  the 
exception,  perhaps,  of  the  Lake  Superior  ores. 
Oincinnati  receives  the  mineral  products  of  the 
Tennessee  monnUins,  of  Virginia  a.id  of  Kentucky, 
borne  to  her  by  the  rivers  tributary  to  the  Ohio. 
Coal,  the  best  adapted  to  the  couversionof  iron,  is 
had  upon  all  sides.  The  rolling  mills  in  Cincinnati 
are  all  in  active  operation,  and  many  of  them  are 
extending  their  means  for  doing  a  still  heavier  bu- 
siness. From  an  article  in  the  Columbian,  pub- 
lished in  Cincinnati,  we  have  the  following  list  of 
the  mills  now  at  work  in  Cincinnati  audits  vicini- 
ty: 

Shreve,  Steele  &  Co.,  store  corner  of  Broadway 
and  Second  sts.,  niaimfacture  bar  iron,  sheet  iron, 
boiler  iron  an  1  nails. 

L.  Worthington  &  Co.,  store  No.  25  Main  street, 
manufacture  at  the  Globe  mill,  bar  and  sheet 
iron,  railroad  iron,  wire  and  rivets,  and  railway 
chairs. 

Phillips  &.  Jordan,  store  No.  68  and  60  Colum- 
bia street,  near  Broadway,  manufacture  at  the 
Licking  Mill,  bar,  sheet  and  boiler  iron. 

Morrell,  Shoemaker  &  Co.,  store,  Nos.  62,  and 
64,  Columbia  street  near  Broadway,  manufacture 
at  the  Morrell  Mill,  sheet,  boiler,  bar  iron  and  rail- 
way chair.s. 

D.  Welti',  store  on  Congress  street,  between 
Broadway  and  Ludlow,  manufactures  at  the  New- 
port Mill,  bar,  sheet,  and  boiler  iron,  railway  axles, 
and  locomotive  tire,  and  is  prepared  to  manufac- 
ture railway  iron. 

T.  G.  Gay  lord.  Son  &.  Co.,  store  88  and  92  Broad- 
way, manufacture  at  the  Portsmouth  Mill,  bar, 
sheet  and  boiler  iron,  rivets  and  nails. 

Williams  &  Co.,  store  9  and  11  Columbia  street, 
manufacture  at  the  Hanging  Bock  Mills,  the  com- 
l>ound  rail. 

None  of  these  will  turn  out  less  than  3000  tons 
of  iron  per  annum,  and  their  average  annual  con- 
sumption of  coal  is  |K<rhaps  200,000  bushels  each. 

The  number  of  hands  employed  in  them  will 
amount  to  more  than  one  thousand,  and  the  aggre- 
gate value  of  iron  produced  annually,  cannot  be 
estimated  at  less  than  two  millions  of  dollars. 

It  will  be  seen  thajt  one  establishment,  that  of 
Mr.  D.Wolflf's,  is  engaged  in  making  Locomotive 
Tire.  We  believe  this  is  the  only  establishment  in 
the  West  that  has  commenced  the  business,  and 
we  learn  from  Niles  &  Co.,  and  Moore,  Richard- 
son &,  Co.,  Locomotive  builders  at  Cincinnati,  that 
these  tires  are  found   to  be  of  very  good   quality. 

The  manufactures  of  machinery  at  Cincinnati, 
are  large  and  im|>ortant.  We  will  briefly  allude  to 
the  establishments  engaged  in  the  manufactare  of 
locomotives. 

Niles  &  Co.,  have  on  Second  street,  a  large  ohop 
devoted  to  locomotive  building,  which  is  carried 
<»n  in  connection  with  theirgeneral  machine  works. 
This  shop  18  now  turning  out  from  two  to  three 
engines  per  month.  The  work  u|)on  these  ma- 
chines is  apparently  of  the  best  description,  and 
the  general  arrangement  of  their  parts  will  com- 
pare to  advantage  with  the  work  of  the  oldest  en- 
tablishments  in  the  country.  ^  ■ 

•*  .Sir' 

Moore,  Richardson  dt  Co.,  of  the  fonner  estalv 
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Hshment  of  Anthony  Harkness  and  Co.,  are  com- 
pleting from  tifteen  to  eighteen  engines  a  year.  A 
large  part  of  the  equipment  of  the  Little  Miami 
railroad  is  from  these  works.  Upon  the  Cincin- 
nati, Hamilton  and  Dayton  road,  we  saw  two  ofihc 
engines  from  these  works,  constructed  very  much 
from  Rogers'  plans,  and  which  were  pronounced 
by  the  master  of  machinery  to  be  very  excellent 
machines. 
A.  L.Greer  &.  Co.,  at  Covington,  opposite Cincln- 


terests  with  the  ut  most  fiiirness.  We  have  no  pri- 
vate local  ifiterests  to  obscure  our  vision  or  con- 
tract our  view.  Our  premrisses  are  b  oad  and 
liberal  and  it  is  our  intentioQ  that  our  conclusions 
shall  be  equally  so.   '  •- 

Ciiicago  possesses  natural  advantages  for  the 
enjoyment  of  a  lucrative  interior  commerce  rarely 
equalled  and  which  are  certainly  surpassed  by 
no  one  point  in  the  great  St.  Lawrence  Basin. 
Situated  at  the  head  of  Lake  Michigan,  upon  the 


nati  are  commencing  the   business  of  locomotive  Chicago  River,   a  navigable  stream  which  forms 


building,  as  are  also  Olmstead  &  Co.,   at  Aurora, 
Tudiana,  about  twenty  milfs  below  Cincinnati. 


Illinois  Central  Rallroad-Avrard  of  Oam«gea. 

The  Commissioners,  Messrs.  George  Siecl,  Jason 
Gurley,  and  Flaviel  Moscly,  appointed  to  assess  thf 
dam  iges  caused  to  pro{^rty  on  the  Lake  Shore, 
north  of  Randolph  street,  by  the  Illinois  Central 
railroad  track,  have  made  their  award  as  follows: 

Chas.  Walker $47,275 

Isaac  Cook 4,040 

Hydraulic  Co 8,838 

Jas.  H.  Woodworth, 9,281 

Luther  Rossitter, 7,680 

J.  Y.  Scammon  and  wife.. .       6,480 

J.  D.  Webster  and  wifo, 6,680 

J.  D.  Webbter, 6,486 


S89,766 
The  above  from  the  Chicago  Commercial  Adver- 
tiser exhibits  the  amount  of  damages  awarded,  to 
the  persons  named,  by  the  commission  appointed 
by  the  court  to  assess  the  same.  These  damages 
»re  to  be  paid  by  the  Illinois  Central  Railway  com- 
pany for  the  privilege  of  running  their  track  into 
the  city  on  the  western  shore  of  Lake  Michigan.  The 
objtct  is  to  locate  the  Chicago  depot  at  the  mouth 
of  the  river,  on  the  south  side.  The  next  object 
will  probably  be  to  get  across  the  river  at  this  i  tion  to  Biidgport,  the  point  where  canal  boats  lock 
point,  in  order  to  make  advantageous  Northern  ! down  eight f.et  into  the  river.  The  City  of  Chi- 
and  Western  connections  with  the  Milwaukie, Green   cago  lies  on  both  the  North  and  South  sides  of  the 


an  excellent  harbor,  it  is  the  lake  depot  for  nearly 
all  Northern  Illinois,  a  part  of  Southern  Wiscon- 
sin, Southern  Iowa  and  Northern  Indiana;  while 
by  its  connection  with  the  Illinois  River  through 
the  Illinois  and  Michigan  Canal  it  is  the  most  con- 
venient Lake  port  for  the  trade  of  the  Central  and 
Southern  portions  of  Illinois  and  Northern  Mis- 
souri. To  aid  her  natural  position  and  extend  the 
advantages  of  these  water  facilities  to  the  whole 
surrounding  country  railroads  are  in  operation  or 
progress  in  almost  every  direction.  Prominent 
among  those  in  operation  are  the  "  Galena  and 
Chicago  Union  ',  the  "  Chicago  and  Rock  Island  ", 
the  "  Illinois  Central ",  the  "  Michigan  Central ", 
and  "  Michigan  Southern  "  lines.  Besides  these 
are  various  other  lines  in  a  state  of  forwardness  ; 
but  which  so  far  as  we  know  enter  the  city  at 
present  on  one  of  the  above  named  tracks  and  use 
the  same  dejwts.  -  ._- 

The  Chicago  River  is  coraiK>sed  of  two  branches 
— the  North  and  South — which  unite  about  one 
mile  from  the  end  of  the  piers,  at  the  entrance  to 
the  harbor,  and  form  the  main  river.  These 
branches  are  both  navigable  for  Tes.«els  of  the 
largest  class,  the  North  for  a  considerable  distance 
and  the  South,  three  to  four  miles,  from  the  June- 


Bay,  Fi  n  du  L.Cc  and  Galvna  Roads,  which  have 
their  depots  on  the  North  and  West  sides  of  tlie 
river. 

As  the  city  of  Chicago  is  likely  to  be  a  great 
point  for  the  centralization  of  the  Illinois  and  Wis- 
consin Railroads,  and  as  the  Illinois  Central  Raii- 


iiiain  river  and  on  the  West  side  of  both  branches, 
being  bounded  on  the  East  by  the  Lake  Siiore. 
Communication  is  kept  up  bi-tween  the  different 
[Kirtions  of  the  city  by  means  of  swing  bridges,  at 
present,  though  tunnels  are  projKJsed  as  means  of 
nninterniptedcommunicationwhichitistobehoped 


road  is  one  of  the  heaviest  of  the  converging  lines  I  may  be  successfully  prosecuted.  Chicago  numbers 
«  concise  description  of  the  present  con- 1  about  50,000  inhabitants  and  extends  over  the 
dition  of  the  several  lines  with  regard  to  j  prairie  which  forms  its  site  some  three  to  four 
their  depot  locations,  the  relative  position  i  miles,  with  a  prospect  of  Injing  indefinitely  ex- 
whifh  such  localities  bear  to  each  other,  and  the  !  panded  towards  the  North,  South,  and  West,  the 
facilities  they  will  aflfbrd  for  the  cheap  and  speedy  !  site  being  favorable  for  such  extension  to  almost 
transfer  of  passengers  and  freight  from  one  line  to  j  any  disumce — level  as  a  door  and  with  the  im- 
another  and  from  the  several  lines  to  lake  and  ca-  provement  of  plank  pavements  easily  traversed. 
Dal  craft,  or  vice  versa,  may  not  prove  uuinterest- !  The  present  depots  are  situated  as  follows : 
ing  to  the  readers  of  the  J„urnal.  In  attempting  1  The  "Illinois  Central, '  occupied  in  common  bv 
such  description  it  will  hardly  be  necessary,  after ;  that  road,  and  the  "Michigan  Central,"  is  on  the 
the  confidence  which  has  been  repeatedly  mani- !  Lake  shore,  about  one  mile  and   a  half  south   of 


fested  in  the  articles  which  have  appeared,  at  va- 
rious times,  in  the  columns  of  this  Journal,  in  the 
success,  prosperity  aud  ultimate  profitableness  of 


the  main  river,  and  one  mile  east  of  the  South 
Branch.  The  "Chicago  and  Rock  Island,'"  occu- 
pied in  common  by  that  road,  and  the  "Michigan 


business  at  Chicago  and  the  numerous  railway  j  Southern"  is  on  or  near  the  South  Branch  a  mile 
projects  centering  there,  for  us  to  disclaim  in  this  1  and  a  half  south  from  the  main  river,  and  one 
instance,  all  sectional  prejudices  in  favor  of  or  i  mile  west  from  the  Lake  Shore.  The'  "Chicago 
•gainst  any  of  the  many  rival  local  interests  which  j;i„d  Galena  Union'  used  ty  that  road  and  the 
might  appear  to  be  affected  by  our  remarks.     Our  "Aurora   Extension"   road  "and   the    St.    Charies 


only  objectis  to  consider  what  policy  wiil  ullimate- 
fj  prove  the  most  advaatiigeous  to  Chicago  as  a 
great  commercial}.lci>ot  and  to  the  ditt''?rent  •'•'^ter-  j  others. 
pri&es  which  are  to  coniribut-e  largely  to  its  future 
eminence.     In  doing  tiis  we  debire  to  treat  all  jii 


Branch,  is  on  the  north  side  of  the  main  river,  a 
distance  of  one  to  two   miles  from   either  of  the 


The  "Chieagf.  ahd  Mistsissippi"  road  will,  for  a 
tiine  luw  tlie  track  of  th«  Ciiicago  and  BocklBlaud 


road,  and  coiisequ<ntly  use  the  depot  of  iLe  .'-ame 
company.  The  "Lake  Shore"  road  lumiing  from 
Chicago  north  to  Milwaukie  and  Racine,  Kenosha 
and  Waukegan  will  have  a  depot  on  the  north  side 
of  the  main  river,  probably.  The  "Illinois  and 
Wisconsin"  road  will  probably  have  their  de|>otoa 
the  west  side,  north  of  the  line  of  the  track  of  the 
Galena  and  Chicago  Union.  The  "airlines  '  of  the 
St.  Charles  aud  Savanna,  and  the  Chicago  and  Ga- 
lena companies,  the  former  touching  the  Missis- 
sippi at  Savanna,  and  thence  lollowing  that  river 
north  to  Galena,  and  the  latter  connecting  with  the 
"Rock  River  Junction'  at  Dixon,  which  reaches 
the  Mississippi  at  Fulton,  will  probably  have  their 
depots  on  the  north  or  west  sides  of  the  river  near 
its  banks. 

From  the  above  outline,  wliich  we  believe  i« 
substantially  correct,  it  will  be  observed  that  the 
transfer  of  passengers  and  freight  from  line  to  line 
or  from  boats  to  lines,  or  vice  versa  will  involve  an 
amount  of  cartage  and  carriage  hire,  and  what  iH 
invaluable  to  the  business  man — time — which  will, 
to  say  the  least,,  l>e  prolific  of  "cutoff*,'  corses  and 
bad  temper.  And  what  will  it  cost  the  Illinois 
Central  to  secure  her  much  coveted  location  on 
the  Lake  Shore,  to  say  nothing  of  the  difficulties 
which  she  must  yet  overct  me  in  crossing  the  mouth 
of  the  river  to  .secure  her  profitable  northern  con- 
nections ?  Litigation  has  probably  only  commenc- 
ed, and  to  secure  right  of  way  the  distance  of  two 
blocks,  from  Randolph  street  north  to  the  river 
she  has  nearly  $90,000  awarded  against  hor.  Bo- 
sides  she  has  to  construct  a  breakwater,  which 
the  winds  and  ice  of  the  coming  winter  may  des- 
troy or  very  much  injure,  to  prou-ct  her  track  the 
ground  for  the  foundation  of  which  must  al*o 
be  manufactured  at  her  expense  Suppose  the 
company  is  successful  in  securing  the  right  of  way 
for  the  rest  of  the  distance  on  the  L.-»ko  Shotx- — 
over  a  mile — at  a  reasonable  cost,  and  in  the  con- 
struction of  tracks  and  depots  of  sufficient  cattaci- 
ty,  well  guarded  from  the  inv.isioiis  of  weather 
and  ice,  what  will  they  have  !.  A  de(K>t  on  tho 
Lake  Shore,  disconnected  from  the  liarbor,  and 
separat<,*d  from  all  the  Western  and  Northern  rail- 
way tracks  and  di-pots  by  the  river 

We  a.ssume  that  the  people  f.f  Chicago  will  not 
be  insane  enough  to  allow  their  harbor  to  be  block- 
ed at  its  very  entrance  by  the  crossing  of  a  rail- 
way or  a  sub-marine  track  which  will  be  sni-ject 
to  the  caprice  of  every  dragging  anchor  which  may 
be  required  in  seasons  of  gales  and  marine  dis- 
asters. Such  a  policy  would  be  very  detrimer-ial 
to  her  marine  interests  which  are  every  day  grow- 
ing more  imporunt  and  receiving  additional 
strength  from  every  mile  of  new  railway  o|>ened 
on  her  numerous  lines  and  their  connections,  and 
which,  moreover,  as  has  been  seen,  are  her  very 
foundation  upon  which  to  build  future  commer- 
cial supremacy. 

But  to  return  to  the  original  subject, — the  poli- 
,cy  of  Chicago  as  a  whole,  in  reference  to  railway 
connections.  Projects  for  "cut  ofT' routes  by  which 
trade  and  travel  may  shun  iicr  are  as  i»k'nty  as 
could  be  desired  by  her  mosi  enviou^  rival*  and 
with  as  good  prospects  of  success,  theoretically 
considered.  The  quoition  with  Chicatio  th<n 
should  be,  how  shall  the  increased  trade  and  trav- 
el incited  by  the  competition  raised  by  these  pro 
jects,  be  turned  to  her  own  account]         ;  >, . 

To  answer  this  question  let  her  refer  tOlk«  •»- 
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perii'iicc  of  the  past,  aad  bo  guided  lu  her  policy 
by  the  results  of  such  experience.  Let  such  facil- 
ities be  afforded  the  traveller  and  his  freight,  in 
passing  through  her  borders,  that  they  may  pass 
that  way  quicker  and  safer  than  via  a  "  cut  off" 
Let  her  numerous  lines  of  railway  have  commo- 


iUiM»iaaippi  Ccilli'Vl  llailruatU. 

This  important  line  of  railroad  has  recently  been 
placed  under  contract,  and  the  work  of  construc- 
tion is  to  be  commenced  immediately. 

The  line  of  the  road  coramunres  at  Canton,  and 
extends  to  the  north  line  of  the  State,  a  distanci' 
dious  depots  at  wliich  all  the  tracks  may  centre  i  of  about  180  miles.  At  Canton  it  connects  with  a 
o\  the  Norjh  or  West  sides  of  the  river,  with  such  i  ''^^^  "o^  »"  progress  to  Jackson  thecapiul  of  th< 
docks  and  war.  houses  as  will  facilitate  the  storage  !sJ«te.     Jackson  is  a  point  in   the  New   Orleans, 


and  transfer  of  property  of  all  kinds,  and  passen- 
gers from  land  to  water  or  from  water  to  land. 
This  can  be  done  with  little  difficulty.  The 
Central,  Southern,  Rock  Island,  and  Chicago  and 
Mississip[>i  roads  can  run  their  tracks  across  the 
Canal  south  of  Bridgport  and  into  the  city  on  the 
west  side  and  meet  the  northern  and  western 
roads  on  common  ground,  and  we  think  more 
cheaply,  at  some  point  between  Bridgport  and  the 
head  of  navigation  on  the  north  branch,  than 
where  they  are  at  present  located.  The  property 
they  hold  now  will  command  sale  for  residences 
and  business  at  prices  much  in  advance  of  what 
it  co.stt  th<m,  in  a  few  years.  This  should  be  ;i 
mutual  ^0|)erati<>n  for  the  benefit  of  the  severaf 
roads  and  the  city.  The  time  has  passed  wlien 
Railway  companies  can  control  the  direction  of 
trade  and  travel  or  transportation,  except  by  the 
supt-rior  f;u:ilities  they  may  of!l'r  such  travt-l  and 
transportation.  We  would  instance  the  Dunkirk 
"  cut  off''.  Has  it  injured  Butialo  or  the  New  York 
central  line  of  Railway  !  Nt»  and  why"?  B'.eause 
the  central  lines  consolidated  and  increased  their 


Jackson  and  Great  Northern  railroad,  and  up<in 
the  construction  of  this,  the  Mississippi  Central 
railroad  will  have  the  advantage  of  a  connection 
with  New  Orleans.  On  the  north,  the  connections 
formed  will  be  equally  favorable.  The  road  will 
be  extended  under  an  existing  charter  to  Jack- 
son, Tennessee,  which  is  the  probable  point  of  in- 
tersiction  of  the  Mobile  and  Ohio,  and  the  Mem- 
phis and  Louisville  railroads.  These  connecting 
lines  will  make  the  Mississippi  Central  a  portion 
of  the  shortest  line  between  Lake  Michigan  and 
New  Orleans,  and  j)robably  the  shortest  of  any  pro- 
posed between  Louisville  and  the  former  city.  A 
reference  to  a  n>ap  of  the  westt-rn  states  will  show 
that  the  above  road  will  occupy  a  very  favorabl- 
position  in  reference  to  the  convenient  route  of  tra- 
vel, and  to  the  great  works  now  in  progrt-ss  in  tin. 
south,  for  its  accomniodatioo. 

The  road  has  equally  gotid  prospects  in  refer- 
ence to  its  local  business.  It  traverses  a  tier  of 
counties  etjual  to  any  in  the  .state  in  fertility  of 
soil  and  amount  of  production.-*,  and  sufficiently 
fjir  removed  from  navigable  watercourses  to  throw 


facilities  for  transport  and  travel.  Their  business  upon  it  all  the  transportation  of  the  route.  The 
was  never  better  and  Buffalo  never  grew  faster  road  is  well  adapted  to  meet  the  local  wants  of  the 
than  now,  I  section  travi  reed.  Of  the  capacity  of  the  most  for- 


Take  another  instance.  Chicago,  St.  Louis  and 
Cincinnati  are  as  near  or  nearer  to  New  York  vi.i 
the  Pennsylvania  and  Baltimore  routes  in  i>oint  of 
distance  as  by  Buffalo  and  Albany  or  Dunkirk ; 
but  in  point  of  time  and  expense  the  latter  an- 
much  preferable  nmtes  and  are  consequeritly  tin- 
more  travelled.  Besides,  the  western  and  south- 
western merchants  liave  business  relating  to  watei 
transport;) lion  in  Buffalo,  and  on  this  account  pre- 
fei  the  Lake  route.  And  this  latter  argument  will 
»p[>ly  with  eqnal  force  against  the  proposed 
Illinois  "cutoffs"  and  in  favor  of  Chicago,  pro- 
vided  her  enterprises  furnish  like  means  for  acce- 


tile  and  best  setikd  portions  of  Mi8.sissip[»i  to  sup- 
ply a  lucrative  traffic  to  a  lailroad,  some  idea  may 
l>e  forined-from  the  earnings  of  roads  in  other  pi>r- 
tions  of  the  south,  having  the  same  sources  of  in- 
come. Such  roads  have,  withcnit  exception  wi 
iK-lieve,  been  invariably  successful.  The  cause  i> 
obvious.  Tliey  traverse  sections  entirely  drvoted 
to  the  production  of  ti;it!  siai»le,  all  of  which  is  ex- 
potted.  For  this  reason,  nearly  all  articles  enter- 
ing into  consumption  must  be  inipiirltnL  An  ani'l 
of  transportation  therefore,  is  thrown  upon  rail- 
roads, marly  equal  in  bulk,  or  value,  to  twice  the 
amount  of  production.     The  business  of  southern 


'crating  the  business  of  the  public,  we  might  ela-  i  roads  is  necessarily  large,  and  the  great  value  oi 
borate  this  article*  to  an  indefinite  extent,  but  it  the  principal  article  carried,  cotton,  enabKs  it  to 
is  already  too  long  and  we  must  drop  the  subject  j  pay  a  large  freight.  A  well  located  southern  road 
for  the  present.  |V  i  has  never  failed  to  pay.     Their  freedom  from  coni- 

M.iwankee  an<i'^;r.7i;>pi  R.  R.  '\  P«t'"g  !»"««  «  »'so  an  important  fact  in  their  fa 

The  Milwaukee  Sentinel  states  that  the  business  !  ^**'"- 
over  thi?*  road  for  the  past  month  far  outruns  the  |      j],e  Mis.sis.sippi  Central  railroad  has  all  the  ele- 
exiMicialtons,  as  it  has  overta.sked  this  facilities  ofj  ^,^„^^  ^,f  ^  lucrative  load  business.     We  suppose 
vhe    Company.     The    aggregate    receipts    for   the  :    ,  ,  ...  .    r-      .*       •  i         i 

,nonth  will  not  fall  shorFof  585,000,  ai.out  doublA'^^^  «^""'  ^"'^^  '^"^  araountof  cotton  .8pro<luced 
the  largest  amount  heretofore  received  in  one  i  to  the  acre  m  Mississippi  as  in  Georgia  or  South 
month.  In  a  week,  or  ten  days,  the  Road  will  be  j  Carolina.  This  fact  is  will  understood.  The  road 
.•xU'iided  to  Fulton,  Rock  County,  ten  miles  West   ..j,^  t,u   built  at   the  minimum   cost  of  Southern 


of  Milton,  and  in  a  f  irtnight,  or  three  weeks,  to' 
iStonghton,  Dane  County,  18  miles  beyond  Milton. 
At  Fulton,  the  Suiiion  Hcmse,  a  neat  and  substan- 
lial  structur«.>,  is  already  up,  and  a  similar  build 
iiig  is  in  progress  at  Stoiighton.  Both  bnildingN 
vvere  put  up  by  Sibley  &  Pashly,  of  that  city, 
who  built  the  new  and  handsome  Depot  of  tfie 
Company  at  the  junction  of  the  Milwaukee  and 
Mjnoiaouee  Rivers. — The  business  for  October  ovt-r 
this  road  is  expected  to  be  even  larger  than  tnat 
of  the  past  month,  and  the  receipts  will  probably 
exceed  $40,000,     In  January  the  road   will   hi- 


roads,  and  not  exceeding   3;20,(X)0  a  mile, fully  e- 
quipped. 

Another  evidence  of  the  ability  of  the  country 
traversed  to  supjdy  a  lucrative  business,  is  the 
amount  of  their  contribution  towards  its  construe 
tiou.  Already  have  cash  subscriptions  from  i>er- 
iVctly  reliable  parties  been  obtained  to  the  amount 
of  SI  ,500,000.  A  large  portion  of  those  the  com- 
pany pro[)o8e  to  call  i;i,  and  exi)end,  before  mak- 


opened  to  Madison,  and  beyond  that  pomt  the   ing  any  appeal  to  the  public  for  money.   With  the 
grading  is  under  good  headway.  |  basis  which  these  subscriptions  will  a£R)rd,  it  is 


believed  that  uo  dilhcutiy  will   bu  had  in  burrow- 
ing the  balance  necessary  to  complete  the  work. 

This  project  has  been  taken  up  by  a  class  of 
men  of  ample  means  and  the  highest  respectabili- 
ty. Men  whose  private  character  can  command 
both  means  and  credit,  whatever  may  the  fact  as 
far  as  the  state  at  large  is  concerned.  ludepen- 
dont  of  the  i»ecmiiary  advantage  which  they  expect 
to  reap  from  the  road,  they  see  in  construction, 
the  surest  means  for  the  resuscitation  of  the  state 
credits.  Two  such  roads  as  the  Mississippi  Cent- 
ral, and  Mobile  and  Ohio,  by  introtlucing  new 
ideas,  and  new  elements  of  prosperity  into  the 
sUite,  by  the  commercial  pursuits  which  would 
result  fiom  their  construction,  and  with  the  more 
liberal  views  which  vionlil  sjiring  from  intercourse 
with  the  peojile  of  other  states,  would  esert  a 
greater  intiueuce  in  securing  an  early  acknowledi?^- 
luent  and  resumption  ofihe  state  debt  than  all 
other  causes  combined.  I  -  ' 


En.  R.  R.  JocRN'Ar,. 

I  perceive  that  in  the  number  of  your  Journal, 
of  the  2tth  ult.,  yoa  have  noticed  the  removal  of 
my  Ventilation  Irtim  a  car  belonging  to  the  Cen- 
tral railroad,  and  yim  request  information  as  to 
how  it  has  liap)>ened. 

I  do  not  wonder  at  this  inquiry  ;  indeed,  with 
your  watchful  vigilance,  in  relation  to  any  matter 
which  is  likely  to  affect  in  any  way,  the  comfort 
of  the  travelling  public  upon  the  United  States 
railroads,  it  w  ouNl  have  been  surprising,  after  the 
fivorable  accounts  given  of  the  ventilation  alluded 
to,  if  it  had  escajK-d  your  observation. 

As  the  inventor  and  constructor  of  this  ventila- 
tion, the  public,  as  well  as  you,  have  a  right  to 
look  f  >r  the  information  asked  for  from  me. 

I  prefer,  however,  that  it  should  come  from  Mr. 
Dutton,  the  superinti'iident  of  a  section  of  that 
road,  and  who  furnished  me  with  the  car  to  ex- 
l»eriment  upon,  last  spring,  and  who  in  July  last 
ordered  the  removal  of  the  fixtures  from  the  car. 
This  gentleman  is  of  course  ready  and  willing  to 
give  you  his  reasons  for  the  8te|»  he  i.as  taken, 
and  I  have  written  to,  and  requested  him  to  do 
so. 

If  after  waiting  a  reasonable  time  Mr.  Dutton 
should  not  write  you,  then  I  shall,  of  course,  con- 
sider myselfoound  to  do  what  is  requisite  in  the 
matter.         ;  Your  obedient  servant, 

H.  RUTTAN. 

CoBOURG,  C^ada,  Oct.  8,  1863. 


Anrlroscnggia  Hailniad. — At  a  meeting  of  the 
Slocuholders  on  the  26lh  ult.,  a  rejK)rt  was  made 
by  the  Treasurer,  .1.  Giliuorf,  and  the  President 
and  Directors  The  construction  accounts  amount 
in  gross  to  $160,000.  The  loss  on  the  sale  of  bonds, 
interest,  &c.,  with  the  amount  necessary  to  com- 
jtlete  the  road,  will  probably  make  the  construc- 
tion account  S'500,00i0.  The  gross  earning  of  the 
road  for  the  last  two  or  three  months,  has  been 
more  than  S2100  per  months ;  the  running  ex- 
)>enses  about  40  per  cent.  Deducting  a  reasonable 
^uni  for  depreciation  and  h>sses,  it  is  paying  soma 
4  per  cent  on  the  iuvtstment. 

The  Stockholders  authoiized  the  Board  of  Di- 
rectors to  is.sue  Mortgage  Bonds  to  the  amount  of 
310,000  IMT  mile  to  fuinish  the  >npei structure  of 
their  I'ad  to  Farminglon.  It  was  estimated  that 
if  extended  it  would  double  the  net  receipts,  and 
that  th**  ex|)enditure8  would  not  exceed  oiif.-half, 
ai.d  that  a  portion  of  it  could  be  put  under  con- 
trtct  immediately. 


Ji|JW«JlJpj.lJi  .,  ..J(|.Jp»!lim*l!l!pCN^J^.Iliy^lI, 


^iai^j^  Jiai,;^i«^HLjMjfJ'".p*'*«»«'..l«*WWi"J  ,t- 
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M U A TliJb; A L.  <)t^  iSii. W    k O tt.K 

Plattsbiir^li  aii4l  Montreal 
UaILUOADS. 

J^Opert  thrcutih  J'rom  I-'laltsbureh  to  Movtreal..^^ 

Pa.stitiiiger  Traiiu  leave  Montreal  fur  Ptattsburg  at  0  30  a.ni 
auU  6  I'-iii.,  arrive  at  8  a.iii,  aiid  7.30  piit 

Lottve  Piattcburg  fur  Muutritul  l.'M  u.ia  and  4  p.m.,  arrive  a 
10a.ni.  ainl  b.5u  |>.iii. 


•I)  1  ^UUU^l/lyWROAD  COMPANY  SlX'in  fnct  they  are  now  ruu  as  one  liac  greatly  to  tiia 
PER  Cii-Sr.  FiKST  MOKiGAGE  BUiNDS  fOU|adv;.nt«ge  oiall. 

tiAL£.  '.     B  gular  auiiual  10  i>v.T cent,  dividend!)  have  bi-in 

Offjck  np  WiNsr.ow,  Lanirr  A  Co.  i      jdocl.iad  since  Dtctmlier,  1847,  wiiij  an  « xtra  di- 
No.  52  Wall  St.,  Oct.  G,  186;i.  )       ivid  n<l  <»f  6  per  cent,  in  Ibol.     In  ISO;' 


two  cash 


UlE  LITTLE  MIAMI  RAILROAD  COMPANY|'i'^>Jt^'«Kl«  of  5  i^r  ceiit.  were  made, 
ufler    for  sale  one  million  of  their  SIX  PERi 


|CE\T.  BONDS,  with  con|>oiis.    Interest  and  jiriii  | 
Traiun  coiiaet  at  Montreal  with  Steamers  for  Quebec,  and  the  ci  pal  payable  in  NfW  York,  the  firmer  liaU-vearly,' 
SL  LawreiK^c  aud   Atiui.Uc  Railroad    for  Sl.erbrooke   ""^ '"t«r  |  j   ^  ^f  j^'.^  ,  j    ^^^    „f    m.„.       'iheyareini 

nu3dialu  otution.  j  c  ni  t\.^  l  ii^ii^j  c  \t         I 

Trdiiu  connect  at  Mooera  JuiicUoii  with  Northern  (Ogdeijs  bUms  of  SiljOOO  each,  payable  the  1st  day  Ot  May, 

bur)(li)  Railroad  Air  Ogdeii^bur^i  luid  Lake  Ontario  6teaiiicrs  I'oi !  1 858.  < 

W^ternL^k^''" ^""^ '""*  '"'''*'' ^'""'^'"'  '"'*^'"' ^"^"^ ""i     These  Bonds  are  issued  under  the  express  .iu-| 
Tnuus  couiKict  at  Platusburijli  by  Steunior  to  Uurluigtoii  witli|thonty  of  the  Lfgislature   of  the   Stale    of  Ohio;' 
RutUiid  aiKi  Kiiriingtoii  Kaiiiuad  and  -coiiMucting  lines  for  Troy,  jiiid  are  a  part  of  ilie  SI, 500,000  Loan  authori/^*' 

AlUuiy,  New   York  and  llo..lo.i    ajKl  ail  iiiteriiio.liate»tatio..».^,,  ^^^.  is.sUod  bv  a  Vote  of  the  Stockholfh'rs,  for  t'.li 
AImj  w.ili  Bteanierii  for  \>  iiituliail  to  the  Sarutoi^a  and  nasliiii);  <  ..■.  ,  iti.i 

to.1  R;Uiroa.i,  aiid  coiujcctuig  uiKw  of  n«d  to  Troy,  Albany  aud:l'Urp'>se  of  raising  mcaiis  to  make  A  double  track 
New  YuiK.  ;ihu  greatly  increased  a  ii  incroasiiig   business  o1 

Pa»seii({«n.  will  find  thiK  route  unea-iuclled  for  conifor  fvi-iUe  roal  >nak»s  this  absoluti  Iv  necessary. 

diHiiatclL  aiid  atteiiduil  wiUi  less!  at^Kue  uihI  dely  tluii  any  other.        ,,,,       ,.     ,       -,.         .  „     -.  ."  ■        •    ,.      ,•  ^  m 

It  po«J^  moreover  ll.o  advantage  of  a  short  Keriuige  ol  on ,)        i  '"-*  i-'ll''-    ^"""1  Railroad    Is  i  l-hl>  -four  mIh■^ 
/S/'/ee/i  «««u^M  aero.-!, the  River  St.  L-iwriiiee  at  Caiij,'iiimwa;.'is'l'>iig,    emnniencinjj  at  the  City  of  Ciiiciiuiati  anfi 
wtiiuh  luu>  nevwr  Inwn 
rebml  U|io<i  at  all  eoa. 

■tSTFrii-if''' Taruis  ._ .,  _.,.  •      j 

lor  iHirticuiars  see  Fiiejjlit  aiid  Pasjsenjfer  Tariff  'slatums,     sUllloll-hoUSeS,    &.C.,     Up     to     llilS    dat-< 

HxUiiAUSc/icckcUihruagh.  f -JJOb.lO'J    l'.». 

U.  W.  NELSON,  SuperinlciMlent       *    '         > 


The  present  surplus  aod  reserve 

fund  amounts  to S>'.l8,546  10 

TliC    nioitfcage    cov<-rs    the  entire 

line  of  loiitl,  costing  to  date. .  -JJOS,!*^*  li< 
To  he  expendi^d  on  double  track, 

&^c 1,500,000  00 


Value  of  security 54,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
)ne  of  the  most  ample  character,  b^in^  a  fiist  and 
inly  mortgjige  or  deed  ol  trust  (excepting  one  of 
jlOO.OiK)  to  the  City  of  Ciminnali)  on  the  Com- 
jiauy  s  R<  ad,  Stations.  Franchises,  net  income,  &c., 
Lo  J.  F.  I).  LANIER,  Esq.,  of  this  city,  in  trust  for 
the  bondh  )ldeis,  with  ampU-  po«erio  take  po8<«i>8- 


;i!^ru™r"'  ""^*=»"^*«"^^*^">iUTminaling  at  Springfield;    is   now    in   con.pUt.  |,i.„^ ^f  U.e  Road',  its  tral  and  jK-rsonal  estau., fran 

«  ruii  daily  «.ch  way.     _  jruiining  Older;  has   cost,  jncludn.g  equipments,  j^^cs,  &c.,   and  to  sell  the  same  to  the  highest 

iiidder  for  cash,  if  default  be  made  in  payment  of 

,„,     •  .  ..  ,j    .     ,     •    .u    /^  It     I  ,  'iit«Test   or   principal.     The  m.Mtgaj;e   is  for  SI,- 

1  Ins  '  ompany  hold  stock  jn  the  CoSimbus  and,. 3(j,)(„jO    j,,„j  ^.j^,,,,,,^  ,,^.i„^.,g.,j.^,j 

ONLY  THIRTY  SIX  X  uia  Railroad  Coiupany  to  the  amount  of  S^iSti.-j     jhe  SttHrk  owned  by  the  Road  in  the  Coluinbus 

winch  no«-  commands  a  prenmun  of  20  \'i:i\,nd  Xenia  and  Hillsborough  Railways  will   ranch 

Also,  m  the  Hdlsborough  Road  the  amounij,„orc  than  pay  oft"  the  SloO,000  prior  lien  u.  the 


SIXTY  MILES  DISTANCE  SAVKD 
AND  A  UALF  ilOLKS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  th. 
Great  We-stern  U.  S  TiiroiiKh  .Man— FOR  CHICAGO  ANL 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOaUA,  and  ai. 
Ports  on  L.iKe  M.cliigaii — TIikmikIi  from  iiuiialo  lo  Monroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  following  niaxiiiiicent  and  unequalled  sieatucrs  frora  thcjFor  the  year  ending  DcC.  I,  1814 
line  iirtweeii  Uu.iaio  aiid  MiMinie .  For  the  u-ar  ending  Dec.  1,  1845 

E.MPIHK  STATE.  J.  WiLsos,  Commander,  leaves  Uuflak.    -         -       •'  "  ' 

Monday^  and  Thursdayii. 

SOUTHERN  MICHIGAN,  A.  D.  Pebki.vs,  Commander, 
leavuri  Itiiiialo  Tii&stiayc  and  Fridayi). 

NORTHERN  INDIANA,  I.  T.  Pueatt,  Commander,  leavuf 
Bultalo  Wednesdays  and  Saturdays. 

One  <if  the  above  xpleinlid  steamers  will   leave  the   Michijfdi 


i)00, 
:cnt. 

ifjjill.TlG.  jCity  of  Cincinnati,  and  all  other  debts  of  the  Com- 

The  receipts  of  the  Road  have  been  as  follows  :';»'«i'}',  excepting  this  loan  of  Sl,5lX),U00. 

.818,623  .%! 
.   4G,:J27  6^ 


For  the  year  ending  Dec.  1,  1»40 1 10,052  02 

For  the  year  ending  Dec.  1,  1847 221, IJi*  o_ 

For  the  year  ending  Dec.  1,  1848 280,086  78 

For  the  year  ending  D.c.  1,  184y 321,;iy8  82 

For  the  year  ending  Dec.  1,  1850 405,697  24 

Soutliem  Railroad    L.ne  Dock,  at  »  o'clock,  P.    M    every   da^,  p,,r  the  Year  ending  Dec.  1,    1851 487;845  8'J 

(exceiit  SiUHlays)  and  run  direct   throutrh   to  .Monroe   »'«'''>"'  i,'<)i- the  Vi-ir  el  dinir  Dec    1     186''  5-^6  74G  35 

Uuidii«,  ill  14  hours,  where  the   Li)jiiUi:ii«  Ex|ircss  Train  will  Ik   ^      ^"^  Jiaru.Qing  UiC.  1      leo-    0-0,ciO  oo 

fai  waiting  to  take  [lasseiigers  direct  to  Clucago  m  8  hours ;  ar-  I  he  receipts  from  Dec.  1 ,  18o2,  to  Sept. 

nvuijf  ueit  evening  after  leaving  builaio.  j      1^  1853,  10  months  Were 5  14,626  o'.i 

THE  LAKE  SHORE  RAILROAD.  JFor  the  same  period  year  before 411,797  06 

runs  in  conneclioo  with  this  line,  fornniig  the  only  coutinuoua  liiH  

of  Railroad  to  Chicago  and  tlie  Illinois  Rjver.  '  ,  ■     i  r,  . 

For  Through  Tickets,  by  Ne-v-York  and  Erie  and  Bnffiilo  ami  Increase  in  10  mouthS 

New- York  City  Raiimad  via  Uutlulo,  or   by  the  People's  L:iieiif 
Steamboats,  Hudson  River  RaihHxid  via  Albany  and  UuUaki,  up 
ply  to 

JOHN  F.  PORTKR,Agent, 
No.  193  Broadway,  corner  Di^y-et.,  N.  Y. 


These  Bonds  are  otrere<l  at  private  sale  by  the 
undi  rsigned.  Agents  of  the  Company. 

Printed  staumeiits  of  the  allairs  of  the  Com 
pany,  and  any  turther  it. formation  relative  to  the 
securities,  will  be  given  by 

W1.NSL0W,  LAMER  &  CO., 
No.  62  Wall-st 


JSew  York  and  Erie  K.  U. 

_.^«r|  PASSENGER  TRAINS 

^^^^^   leave  Pier  foot  of  Duaiie  rtrect, 


•s  fullo  WR,  vi2 ;  — 


The  position  of  this  road 
shortest  and   most   usuallv  trav 


Dav  Express,  at  6  a.  m.  ftir  Dunkirk  and  Rultek>. 

~  j     Maii.,  at  h4  a.m.  for  Dunkirk  and  llutlalo,  aiHl  all  nitermeiliate 

.  S132,823  53j-^l'<x'«-     Passengers  by  this  train  wili  remain  over  night  at  any 
tatioii  betwwii   Biiiglianito,  and  ConiHi;:,  and  proceed  the  next 


being  the  natural. jmonung. 
ivelled   route  from! ,  *'^*^? 


coMMOnATiOK,  at  12.^  p.m.  for  Delaware  and  all  bitertne 


Nalhond  Car  Works. 

THE  Cnd«rsiifiie<l  are  pre|>areil  to  miuinfacluru  fur  Railroail 
CoiniKiniesi,  Passenger,  Uaggage,  Cattle,  Freight,  G ravel  .<nii 
Ha<id  Cars,  also  Baggage  Barrows  and  Freiicht  Trucks. 

F.  UUNGEKFUUD  &  CO. 
MnytrWf.  Ky.,  Sept.  29,  IKO. 


„.'    '7  .  ,"    ,  ''       '    -  .,'         j'  .      «idiate  station*. 

Cinciiinaii  and  the  vast  tounlry  south  and  west  o^    wav,  at  3>i  p.m.  for  Delaware  «,«!  alt  intf-nno-iiate  autioo, 

it,  to  th>;  northern  cities,  must  evi-r  make  it  one  of    Night  Ezpbkss,  at  6  p.  m.  for  Dunkirk  aiwi  Buitahx 

ihe  most  imiK)rUul  and   profitable  lines  in  the     ^MiGKAXT,at  e  p.nu  fiirDuiOorkandaii  iiHi-miedHHeeutiot* 

,.,^iiiitrv  On  MiiHlays  <Mily  one  Express  Tniui— at  6  p.m 

couiiirj.  •„     u  •.  .•  „  T''" '^'^'"^■^ '''™'"*  *^'"^' "'  ^""•'''*  *'"' "'C  Lake  8hor» 

Vn  inS|»ectlon  of  a  map  will  show   its   connections  ftailrc>a<l  for  Cfevelan.!,  CiticiiHiati,  Chnrago,  etc.,  and  at  Buftalo 
Hi  be  many  and  itn|H)rtant.     This  roail  operate^ }  *^'*'j^'^^.<^'*J^«_8t;l<»'^li'|«t«^ 


the  Columbus  and  Xenia  Ro.-id,  and  runs  in  con 


to,  Detroit  and  Cbicaga 


CIT.*S    MTVAT.  SiiT^t 


I 


VTASHBTJBN,  POND  &  CO., 


MANUFACTURERS  OF 


:  WASHBURl^'S  PATENT  CAR  WHEELS, 

V   r     oy    :     .    FOUNDRY,  NORTH  THIRD  ST.,  TROY,  N.  Y.     ^ 

:>^:,       rr        V     '  FROGS,  CHAIRS.  A^D  OTHER  CASTI!«GS  FOR  RillLROADS. 

Wheels  Manufactiired  from  the  best  of  Salbbu^^  and  Sterling  I^u(miiedJ,  under  the  tiirection  of  Mr.  Washburn,  and  wammted 


-'>"■*>■- 


^PIP5W!Pf*.''-f*«'»!",.W.'W!«*'WW*';''9 
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i«MB 


Autice  to  Coil  tractors. 


SEALED  i'KUi'UtJALS  will   be  received    at  the 
Ofiice  uftiie  Mississippi  Central  Railroad  Com- 
])Hiiy    in    Ui>liy    Springs,    Mississippi    until    one 
^    o'clock  &  P.  M,   of  Tuesday  the  loth  day  of  No- 
▼emlier  next,  for  the  Clearing,  Grubbing,  Grading, 
,\  Bridging  alid   Furnishing  Crossties  for  about  'I'l 
^  miles  of  said  road  between  the  Town  of  Holly 
Springs  and  the  Stat«  line  of  Tennessee. 

Plans  and  specifications  may  be  seen  at  Holly 
Sj  rings  after  the  10th  day  of  November  next. 

Proposals  will  be  received  at  QranadaMississippi 
until  one  o'clock  P.  M.  of  Wednesday  the  7th  day 
of  December  next  for  the  same  description  of  work 
and  materials  on  the  line  of  road  between  Water 
Valley  and  Granada  being  about  30  nuies.  Phuis 
specitications  may  be  seen  at  Granada  after  the 
1st.  day  of  December  next. 

Pro|K>sals  will  also  be  received  at  Canton  Mis- 
sissippi until  one  o'clock  A.  M.  of  Wednesday  tin 
14th  of  December  next  for  the  same  discription 
of  work  and  materials  between  Canton  and  the 
Big  Black  river,  a  distance  of  about  12  miles. 

Plans  and  speciticatioita  may  be  seen  at  Canton 
after  December  lOih. 

The  work  will  be  divided  into  sections  of  one 
mile  each  and  proposals  will  be  received  for  each 
item  seperately  or  for  the  whole  Work  on  one  or 
more  sections. 

The  right  of  rejecting  such  proposals  a.s  are  not 
-    satisfactory  is  reserved. 

HEALY,  HOLMAN,  SIMS  &  CO. 
Holly  Springs  Mississippi. 
October  lOth  1853. 


Fninace  for  Kent. 

THE  George's  Creek  Coal  and  Iron  Companv 
will  RECEIVE  PROPOSALS  until  the  first  of 
November  next,  t'>  rent  their  FURNACE,  at  Lo- 
naconing,  situated  in  the  village  of  the  same  name 
in  Allegliany  County,  Maryland. 

This  Furnaco  wjis  the  first  iu  the  United  States 
for  the  manufacture  of  iron  with  cou.e,  and  as 
Mr.  Overman,  in  his  Treatise  on  Iron  Making,  just- 
ly says,  "has  boen  the  model  for  all  that  have  suc- 
coedeil  it.  " 

Fifty  feet  from  the  hearth  up,  and  with  14  feet 
boshes,  it  is  capable  of  turning  out  from  seTcnty  to 
100  tons  per  week,  according  to  the  kind  of  metal 
made. 

It  has  all  the  acce8Sorie^«4ieces.<iary ;  a  steam 
engine  and  blowing  cylinder,  capable  oi  supplying 
SOOO  cubic  feet  of  air  \\^x  minute,  three  wat'T  twy- 
eres  which  can  be  fed  with  hot  or  cold  air ;  hot 
air  furnaces,  etc.,  etc.,  and  a  spacious  and  most 
coavenient  cast- house. 

Some  repairs  will  bo  necessary,  which  the  ten- 
ant would  be  expected  to  put  up  at  his  own  cost. 

The  COAL,  of  first  quality  for  making  coke,  is 
immediately  above  t>'e  Furnace,  and  connected 
with  it  by  an  inclined  plane. 

The  ORE  MINES  are  a  few  hundred  yards  ofif! 
Limestone  is  on  the  same  ground,  not  much  fur- 
ther. These  ores  are  good  for  thirty  per  cent,  grey 
iron  of  first  quality;  and  in  addition,  in  various 
places  of  the  proprietor's  estate,  and  adjoi  ling  it, 
are  deposits  of  Heamatatis,  much  richer ;  the  right 
of  mining  which,  on  the  lands  of  the  company  will 
be  conceded  without  royalty. 

With  all  these  resources.  Iron  has  been  and  can 
be  made  there  at  an  unusually  low  price,  and  of 
superior  quality. 

The  Furnace  is  nine  miles  from  the  Baltimore  & 
Ohio  Railroa'l,  at  Piedmont,  and  is  connected  by 
a  railroad  in  regular  operation ;  so  that  there  is 
every  facility  for  speedy  and  economical  freights 
to  either  an  eastern  or  western  market. 

There  will  be  ample  accommodation  for  hands. 

To  a  suitable  tenant  the  terms  would  be  made 
alvantageous.  Proposals  to  be  endorsed,  "Propo- 
sals for  the  Lonaconing  Furnace,"  and  aiddressed 
to  A.  H.  STUMP,  President, 

Box  22dj  Baltimore  Post  Office. 

Got.  16,1863.        -  I     . 


Itaiiroad  Mortgage   City  and 
County  Bonds. 

WE  offer  for  S.VLE,  at  fair  rates,  the  following 
SECURITIES  of  the  most  undoubted  char- 
acter, viz  : 

$200,000  MARIETTA  &  CINCINNATI  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  January  1, 
1868. 

$200,000  COVINGTON  &  LEXINGTON  RAIL- 
ROAD MORTGAGE  SEVEN  PER  CENT  CON- 
VERTIBLE BONDS,  redeemable  March  1,  1883. 

5r^6,00O  COVINGTON  &  LEXINGTON  RAIL- 
ROAD CONVERTIBLE  SIX  PER  CENTS,  guar- 
anteed by  the  citv  of  Covington,  redeemable  Sept 
1,  1873. 

S50,000  MADISON  &  INDIANAPOLIS  RAIL- 
ROAD FIRST  MORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  May  1, 
I86'.>. 

j^lOO.OOO  PERU  &  INDIANAPOLIS  RAIL- 
ROAD FIRST  xMORTGAGE  SEVEN  PER  CENT. 
CONVERTIBLE  BONDS,  redeemable  Julv  1. 
1864. 

aoO.OOO  SCIOTO  AND  HOCKING  VALLEY 
RAILROAD  SEVEN  PER  CENT.  MORTGAGL 
CONVERTIBLE  BONDS,  redeemable  Novembei 
I,  1861. 

850,000  OHIO  &  PENNSYLVANIA  RAIL 
ROAD  INCO.ME  CONVERTIBLE  SEVEN  PER 
CENT.  BONDS,  redeemable  Oct.  1,  1872. 

S=M),000  CLEVELAND,  PAINESVILLE  AND 
ASHTABULA  RAILROAD  SECOND  MORT- 
GAGE SEVEN  PER  CEFT  BONDS,  redeemable 
in  1873. 

S-25,000  BELLEFONTAINE  AND  INDIANA 
RAILROAD  1st  Mortgage  7  per  cent  Convertible 
Bonds,  redeemable  Jaunarv,  1866. 

«25,000  INDIANAPOLIS  AND  BELLEFON- 
TAINE 7  l>er  cent  Convertible  Mortgage  Bonds. 

«26,0O0  DAYTON  AND  MICHIGAN  1*1  Mort- 
gage 7  per  cent  Convertible  Bonds. 

S15,000  COLUMBUS  AND  SHELBYVILLE  7 
[)er  cent  1st  Moi  tgjige  Convertible  Bonds. 

SSO.OOO  BONDS  OF  THE  COUNTY  OF  ALLE- 
GHENY, in  the  StaUi  of  Pennsylvania,  bearing  6 
l»er  cent  interest,  guaranteed  by  the  Allegheny  Val- 
ley Railroad  Company — Uie  taxables  of  thiscoun 
ly  is  S5O,0tiO,0OO. 

826,000  BONDS  OF  THE  COUNTY  OF  WASH- 
INGTON, in  the  State  of  Pennsylvania,  bearing  t 
|)cr  cent  interest,  guar;uiteed  by  the  Hempfield 
Railroad  Company — the  value  of  taxables  is  $lb,- 

000  000. 

S25,000  BONDS  OF  OHIO  COUNTY  IN  THE 
STATE  OF  VIRGINIA,  (Wheeling  is  the  county 
seat)  guaranteed  by  the  Hempfield  Railroad  Co. 
Value  of  taxables  SIO.000,000. 

$50,000  WASHING  ION  COUNTY  (Ohio)  SEV- 
EN PER  CENT  BONDS,  redeemable  Julv  1, 1872. 

S50,000  ATHENS  COUNTY,  (Ohio)'  SEVEN 
PER  CENT  BONDS  redeemable  July  1,  1872. 

These  two  last  are  guaranteed  by  the  Marietta 
and  Cincinnati  Railroad  Company,  and  made  con- 
vertible into  slock  at  the  holder's  option. 

S30,000CRAWFORDC0UNTY(Ohio)8IXPER 
CENT  BONDS,  guaranteed  by  the  Ohio  and  Indi- 
ana Railroad  Coiupaiiv ,  and  made  (ronverti)>io  into 
its  stock — redeemable  Januarv  1,  1868. 

$40,000  FAYFTTE  COUNTY  (Kentucky),  SIX 
PER  CENT  BONDS,  guaranteed  by  the  Maysville 
and  Lexington  Railroiid  Company — redeemable 
Sept.  10.  1862. 

$50,000  BOURBON  COUNTY  (Kentucky)  SIX 
PER  CENT  BONDS,  guaranteed  by  the  same,  re- 
deemable July  1,  1882. 

$25,000  BOYLE  COUNTY.  (Kentucky),  SIX 
PER  CENT  BONDS,  guaranteed  by  the  Lexington 
and  Danville  Railro<id  Company,  redeemable  July 

1  1882 

'$40,000  MASON  COUNTY,  (Kentucky),  SIX 
PER  CENTS,  guarantsed  by  the  Lexlng'ton  and 
Maysville  Railroad  Company,  convertible  into 
Stock,  redeemable  July  1,  1882. 

$100,000  BONDS  OF  THE  CITY  OF  PITTS- 
BURGH, in  the  Sute  of  Pennsylyania,  six  per 


cents,  guaranteed  by  the  Allegheny  Valhy  Railroad 
Company — value  of  taxable,  $20  000,000. 

$60,000  CINCINNATI  SIX  PER  CENT  BONDS 
Coupons  payable  Jan.  1  and  July  1.  Principal  re- 
leemable  Jan.  1,  1882. 

$25,000  CITV  OF  MARIETTA  (Ohio)  SEVEN 
PER  CENT  BONDS,  guaranteed  by  the  Marietta 
and  Cincinnati  Railroad  Company,  and  made  con- 
vertible into  its  Stock,  redeemable  July  1,  1872. 

$26,000  CITY  OF  MADISON,  (Indiana,)  SIX 
PE  .1  CENT.  BONDS,  guaianteed  by  the  Colum- 
bus and  Shelbyville  railroad  Company,  and  made 
convertible  into  its  Stock,  redeemable  November 
1.  1825. 

These  Bonds  are  for  the  sum  of  $1,000  each, 
with  Coupons,  principal  and  interest,  redeemable 
in  New  York,  the  latter  iu  most  cases  1st  July  and 
1st  January  in  each  year. 

The  payment  of  the  railroad  Bonds  in  each  case 
is  st'cured  by  a  Deed  of  Trust  to  some  responsible 
:itizeu  of  New  York,  with  power  of  sale  in  case  of 
lefault. 

The  County  and  City  Bonds  are  issued  by  virtue 
>f  sjwcial  acts  of  the  Legislature  of  the  pro|ter 
states,  and  by  authority  of  the  votes  of  the  citizens 
of  each. 

The  laws  under  which  these  Bonds  are  i.ssued 
■  equire  the  proper  authorities  to  make  a  special 
levy  of  taxes,  to  be  set  apart  exclusively  to  pay  ac- 
cruing inteiest,  and  to  create  a. sinking  fund  to  rc- 
leem  the  principal  which  can  be  enforced  through 
the  courts  of  law  if  necessary. 

The  debts  opeiate  in  the  nature  of  a  mortgage 
on  ad  the  real  and  personal  estate  within  the  two 
eitie.s  or  counties  respectively. 

The  Constitution  recently  adopted  by  Ohio  and 
Indiana  prohibit  absolutely  the  creation  of  any  far- 
ther debt  by  counties  or  cities.  This  will  prevent 
.my  farther  issue  of  such  Bonds. 

We  deem  these  .securitiesgood,  safe  and  desirable 
investments.  We  recommend  them  to  our  corre- 
spondents. 

Printed  "Exhibits,"  giving  detailed  information 
in  each  case,  can  be  had  by  applving  at  our  office. 
WINSLOW,  LANIER  &  Co.,  No.  62  Wall-st. 

New-York,  Se[)t.  10.  1853. 

itailioad  Iron 

rWO  THOU* AM)  TONS  Eriu  Pattern,  i>^  ll>s.  to  the  yard, 
already  Htiippol.  aiid  uxiK-cled  liere  liutiii— for  bale  liy 
■iA\X  JOHN  H.  ItlCKS,  90  Ueaver  «t 


To  Railroad  Companies. 

COLLINS'  PATENT 

VENTIi-ATORS, 

FOR 

Ventilating  all  kinds  of 

Public  and  Private  Buildixgs 

Railroad  Cam,  Depots,  etc. 

THE  ?iil>«<  fillers  woiilii  invile  tlio  ;il- 
teutKNi  of  the  public  to  the  above 
cflebraled  Paleiit  Ventilator.  ThisVen 
tilator  is  Uie  b^t  one  now  knou-n  oi;  for 
ipymg  a  pure  air  in  rooms,  and  ^ecting  all  Ibul  air.  It  haa  been 
iidopyiod  l>y  all  the  principal  Railroad  Coinixinies  and  Car  Fac 
toriea,  an<l  is  extensively  used  for  private  dwellings,  and  for  the 
cure  of  ernoky  CUinuieya  catuiot  be  excelled.  Manufaclured  and 
for  nie  by 

BAKER  &  WILLIAMS, 
No.  406  Market  st.,  Girard  Row,     ; 
SoU  Agents  for  Pcimsylwnia. 

CERTIFICATES. 
Engintrr  Department  P.R.R.,  AUoonu,  Feb.  8,  1863. 
This  is  to  certify  that  Mesiirti.   Baker  Sl  Williams,  of  406 
Market  8t.,  Philadelphia,  have  flimiMhed  a  large  nunilier  of  Col- 
liiitt'  Patent  Galvanized  Iron  Ventilator)!  for  the  P.  R.R.  Co.,  and 
that  they  have  Riven  every  satisfaction,  acting  fully  a«  represent 
ed.     I  comider  thein  as  n  neoessarv-  a|>pendage  to  an  £u(pne 
House.     We  have  them  in  use  thirteen  inclics,  and  two  feet  diam- 
eter, acting  e<jiuilly  welt     So  -well  satistied  am  I  of  their  useAil- 
";.««,  th«t  tie  Kntone  Houses  we  are  aliout  buildinj;  will  be  sup^ 
ie<l  with  Utem  at  every  point  where  a  dnifc  ia  lu■cefi^ary  to  free 
building  of  snioka  STRICKL.\XD  KNRASS. 

Principal  Astistant  Engirieer  P.  R.R.  Co. 

Engineer  Depart.  P.  R.R.  Co.,  Pitfburgh,  May  12, 1868. 
Aptr*.  Hakib  «  Williams, 

Dear  Sim  -  The  1*3  CDlliiis'  Patent  Ventilator*  (Umiehed  by  you 
for  the  Engine  House  at  thia  place,  have  been  in  um  MvenJ 
month*  and  Uteir  nwrita  have  been  fliliy  tested  and  have  giveu 
moat  per^t  eatiaflictiOD  ;  being  constructed  on  true  principla* 
of  VenUlation,  and  the  workmant'bip  is  of  a  substantial  and  dupe- 
rior  character.  Yours  truly,  OLIVER  W.  BARNB8, 
8mM  iVtMctpoJ  A$$i»Umt  £nfin*«r  F,  RJt.  Co. 


'^i^f'^7 
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Notice  to  CoiLiractor». 


WUKIHEKN  CKObS  RAIL  ROAD, 

STATE    Of    ILLINOIR. 

MAPS,  profiles  and  estimates  for  the  work  ne- 
ccssaiy  to  the  complete  coDstrucliun  of  the 
NoRTHGBN  Cross  Railroad,  will  be  exhibited  at 
the  office  of  the  compauy  iti  Quincy,  on  and  after 
the  13th  November  and  proposels  for  the  work  are 
requested  fiom  contractors. 

Meanwhile,  am  the  preliminary  lines  hare  been 
taced  on  the  ground  which  do  not  vary  materially 
from  the  probable  location,  and  as  the  work  will 
be  let  by  qnaulitias  with  equitable  provision  for 
changes,  it  is  entirely  practicable  by  viisiting  the 
ground  to  obUiin  all  the  most  important  informa- 
tion necessary  to  regulate  the  bids. 

The  routt!  extends  from  Qniucy  on  the  Missis- 
sippi river,  in  a  direction  easi  and  north  to  the  di- 
Tidiag  ridge  between  the  Aiissi>sippi  and  Illinois 
rivers,  thence  about  midway  between  those  rivers 
to  Qalesburg,  in  Kiiox  county,  a  distance  of  about 
lOU  miles.  At  Galesbuig  it  connects  with  other 
roads  leading  to  Chicago.  The  country  through 
which  it  passes  is  well  settled,  healtiiy  and  fertile, 
unsurpassed  in  these  latter  particulars  on  this  con- 
tinent, and,  as  it  is  conltmplated  tO  build  a  fo:id 
of  the  lirst  class  common  in  the  United  States,  the 
work  will  be  uf  sutiici<.nt  magnitude  to  make  the 
execution  desirable  including  at  many  place  good 
work  for  the  winter. 

The  line  will  be  divided  into  sections,  and  pro- 
posals will  be  received  for  the  constiuction  of  one 
or  more  up  to  the  whole  road,  the  propusiiions 
being  made  for  the  giading  and  masonry-bridges, 
ties  and  sills — and  complete  construction,  (except- 
ing depots,)  all  in  a  single  contract  or  separately 
for  each  item. 

Contrjicls  will  not  be  closed  before  the  25th  No- 
vember, nor  sooner  thereafter  than  to  atibrd  suf- 
ficient time  to  decide  on  the  most  satislactory 
offer. 

Specifications  for  the  mode  of  construction,  with 
maps  and  prodles  of  the  pi-eliminary  lines,  may 
always  be  seen  at  the  ollice  in  Qiiincy. 

Quiuey,  Illinois,  September  2  ah.  1853. 

..  N.  BUSHNELL,  President. 

'        ■■W.H.JSIDELL,  Chief  Engineer. 

Note.  From  the  point  where  the  line  to  Gales- 
burg  leaves  its  easterly  direction  to  turn  northerly, 
an  extension  is  projected  to  the  Illinois  river.  T.tit, 
will  be  about  3U  miles  long,  terminating  oftposite 
Meredo.sia,'  where  it  connects  with  the  main  line 
of  The  Qi-eat  Western  Road,  which  extends  from 
thence  east  through  the  capitals  of  Illinois,  Indiana, 
Ohio,  &.C.  The  construction  of  this  part  of  the  line 
was  begun  as  a  State  work  about  fifteen  years 
ago,  and  abandoned  after  a  large  sum  had  been 
expended  in  the  graduation.  The  company  will 
be  ready  to  negotiate  for  its  conslruclion  as  a 
separate  work. 


Tlie  Hamilton  Car  Company, 


l.lTllOf«RArilV. 

PUBLISnERS,  Civil  Br  firiMn,  MactiiMaU,  uti 
quinnK  L>ilir>Kra|i|iK,  ,>lalnor  inc4ik>r§,  oin  ^Cfiani  •■  ftm 
:i  KhiiiiuUiuf  ni«irileiu|f08,alooK  witti  pnKn|>tDf<Mai>j  <tia(«lck 

DAVID  OniLL&A, 
M  SuuUi  3r<l  i^treet 
May  let,  1853.  PbilaJel|<tiia. 


N.  York  and  a.  liuveu  li.  ii. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Commencing  Mondaf/,  May  9,  1S03. 


1  ON  THt  j 

Mississippi  and  Ohio  Rivers,  i 

THIS  WORK  conlain.s  plans  for  the  protection 
of  the  Delta  of  the  Mississippi  from  inundation, 
and  investigations  of  the  practicability  and  cost  oi 
improving  the 

NAVIGATION  OF  THE  OHIO  RIVEB, 

BY  MKANS  OF 

RESERVOIRS; 
and  an  appendix  on  the  Bars  at  the  mouths  of  the 
Mississippi,  by,  Cuarlks  Elukt,  Jr., 

Cm/  Engineer. 
1  Vol.,  8  vo.,  price  $3. 

Notices  of  the  Press. 
From  the  Scientific  Aiiurican. 

"We  hope  to  see  the  plans  of  Mr.  Ellet  carried 
out.  We  believe  them  to  be  not  oi.ly  feasible,  bui 
k-minently  ingenious  and  practical.  '  "\i  carried 
out  they  will  be  the  means  of  benefitting  all  tin. 
country  watered  by  the  tril>utaries  of  the  Missis- 
:>ippl,  and  that  noble  rivei  itself  to  an  amount  far 
beyond  our  ability  to  compute  at  present." 
From  the  Cmcinnati  Railroad  Record. 

"The  question  then  arises  whether  iha  equaliza- 
tion of  the  waters  can  be  accompliNhcd  T  If  so,  can 
It  be  done  at  a  moderate  cost?  Both  these  ques- 
tions must  be  answered  in  the  affirmative."  "Ihe 
demonstration  of  this  has  been  made  by  Mr.  EUel 
in  his  book,  so  complete,  that  if  the  work  be  never 
done,  this  memoir,  at  least,  will  remain  a  monu- 
ment to  the  genius  and  labor  of  its  author,  and  to 
the  skill  of  American  Engineers." 

From  the  Journal  oj  tke  Franklin  Institute. 

'•This  book,  which  we  look  upon  as  certainly 
one  of  the  most  valuable  contributions  which  has 
yet  been  made  to  Civil  Engineering  in  this  coun- 
try, consists  of  two  elaborate  memoirs  on  the  Mis- 
i  aisaippi  and  Ohio  rivers." 

1      "It  will  be  seen  that   Mr.  Ellet  has   taken  the 
i  most  comprehensive  view  |K)ssible  of  this  subject, 
i  and  has  treated  his  work  with  great  ability." 
From,  Appleton's  Mechanic's  Magazine. 
j      "This  work   contains  a  larger  amount  of  facts 
bearing  on  the  past,  present,  and  probable  future 
I  of  the  Mississippi  valley,  and  will  be  intensely  in- 
j  teresting  to  the  general  reader,  in  that  great    and 
jgrowii'g   section  of  our  country.     It  investigates 
\  the  causes  of  freshets,  the  reasons  for  their  gradu- 
j  al  and   certain  increase  in  height,  as  the  country 
becomes  settled  and  drained,  and  points  out  what 
1  is  in  his  opinion  the  best  and  only  method  of  ef- 
fectually protecting  the  valuable  lands  on  the  low- 


sue 

and  Hand  Cars,  &c.  Sac 

Having  ample  facilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six   years,   we  can 


year, 

From  HuiU's  Merchant's  Magazine. 

"Mr.  Ellet  has  furnished  a  fund  of  knowledge 
and  information  in  this  work  which  must  com- 
mand the  attention  of  professional  readers." 

"In  making  these  surveys,  Mr.  Ellet  has  intro- 
duced a  new   system  of  civil   engineering  which 


guaranty  ours  to  be  equal  in  style  aad    quality  to  ^  must  increase  in  interest  as  it  becomes  more  fuiIy 
any  manufactured.  I  developed.     His  views  are  supported  by   irresisti- 

Car  Manufacturers   and  Rail  Road  Companies  :  ble  arguments  and  clear  reasoning.     His  c  tlcula- 


Supplie«l  with  Car  wheels  from  the  most  approved 
patUrns  at  the  lowest  prices.  Castings  of  all  kind.s 
for  Cai-s,  RaU  Road  Bridges,  Slc.  made  to  order  at 
short  notice. 

Orders  Respectfully  Solicited. 
Addr«u,  HENRY  SIZER,  Agent, 


tiohs  are  made  with  great  care,  and  the  diagrams 
illustrate  his  subj.ct  iterfvctly.*' 

Lately  publi  hed  by, 
LIPPENCOIX,  GRAMBO  &  Co., 
Philadelphia, 
And  for  sale  by,  ' 


TKAI.NS  FROM  BIW  TORE.  TRAIMa  TO  K£«  1  uilk. 

7  A.  iL— AocuuiUKXlkbun  tOt5.30  A.M. — SimmwI,  Truui  Port 

New  Uaveti.  C'lH»tcr. 

S  A.  M. — Ii\i>rt.t*  lor  Dostoo,  6.00  A.1L — Cuiiuiiutatiaa  (hjiL 

stoppiut;  at  ijuuiiv  Jiiew  Uaivga 

funl    aiKl    Bri(lg«.'-'0.1&  A-IL — AccouinioOatiaarm 

port  New  Uuvcu. 

9.10  A.M.— Si<«cial     for    Port  8.16  A.1L— AccuoiiiKMitOiaii  idi 

Clieeter.  New  Uavvu. 

ll.r.OA.AL— AccunuiMxlaUuaiur&.36  A.M.— £x|>reBH  rnioi  New 

New  UuvciL  llavui,  Sloppa^nt 

3-00  P.M.— Express    fi.r    New;  Bri<lt{epurt,      Nor- 

Ilavt!ii,  HtuppiiiKai:  wutk  aiKJ  bUnilord. 

t«buiifonl,  Nurwalk'l-07  P.M.—  Uuklou       Exi-rtan, 

aiKi  lirnij^iorL       j  8lu|>|i«iKkt  Uridgu- 

4.00  P.&L — Acc<HiiiiiuUauuafor.  I>"rt,  Norwkik  aud 

New  Uuvui.  j  StainrurU. 

6.00  P.M.— Exiireae  tor  Bo«.toiv;4.00  P.M.— Sinjcaii,  Irun  Port 

stuptMug  at  N.  Ua-'  ClH»>tLT. 

▼eiL  j4.00  P.iL — A(x<Miini<Kjation  fin 

5.25  P.M.— CoinniutatiourorN.|  New  Uuveii. 

Uaveii.  Iu.30  PJL— bunuu        Ex|>re«a, 

6.30  P.M.— SjKJCial    for    Pen.      -.  etuiiiMigf  at  l»r.«J|{e- 

Cbester.  I  port,  Nurwalk  auxl 

!  Klaiiilurtl. 

GEORGE  W.  WHISTLEU,  Jr,  8upu 
Aieir  Haven,  May,  ISM. 


ST 
o 


TATE     OF     NEW     YORK— SECRETARV'S 


OfBce  696  Fifth  Street,  Cincinnati,  at 
I>«pot  Boildiog. 


Cipcinnati  Ohio.     !  D.  S.  APPLETON  &  Co.,  J  j^      ^    . 

Bail  Road; and      G.  P.  PUTNAM  &  Co.,  ,-i^^:/ 


Oct.  15. 


$t 


tUce,  Albany,  August  18, 1863 — loibc  ishcriff 
i.f  the  County  OJ  New  York. — Sir  .  Noiiee  is  4j*:fc- 
by  given,  that  at  the  General  Eiection  to  the  held 
in  tUis  State  on  the  Tut  sday  succeeding  the  iirst 
.\louday  of  November  next,  the  fodow  lug  officers 
are  to  be  elected,  to  wit: 

A  Secretary  oJ  Slate,  in  theof  Henry  S.  Randall ; 

A  Controller,  in  the  place  of  John  C.  Wriglit, 

An  Attorney-General,  in  the  place  of  JU:vi  S. 
Chatfield; 

A  State  Engineer  and  Surveyor,  in  the  place  of 
William  J. Me  Alpine } 

A  Slate  Treasurer,  in  the  place  of  Benjamin 
Welch,  Junior; 

A  Canal  Commissioner,  in  the  place  of  John  C. 
Mather ;  » 

A  State  Prison  inspector,  in  the  place  of  William 
P.  Angel; 

Two  Judges  of  the  Count  of  Appeals— one  in  the 
place  of  Charles  H-  Ruggles,  and  one  in  the  place  , 
of  Hiram  Denio,  appointed  to  till  the  vacancy  oc- 
casioned by  the  resignation  of  Freeborn  G.  Jewett; 

A  Clerk  of  tlie  Court  of  Appeals,  in  the  place  of 
Charles  S.  Benton ; 

All  whose  terms  of  service  will  expire  on  tie 
last  day  of  December  next,  except  that  of  Fre^bom 
G.  Jewett,  which  will  expire  on  the  last  day  of  l>e 
cember  1857. 

Also,  a  justice  of  the  Supreme  Court  for  the  First 
judicial  District,  in  the  place  of  John  W.  Edmonds, 
whose  term  of  office  will  expire  on  the  last  day  of 
December  next ; 

Also,  four  Senators  for  the  Third,  Fourth,  Fifth 
and  Sixth  Senate  Districts,  in  the  places  of  William 
McMurray,  Obediah  Newcomb,  James  W.  Beek- 
man,  and  Edwin  D.  Morgan,  whose  terms  of  office 
will  expire  on  the  last  day  of  December  next. 

CODNTT    OFFICERS    ALSO   TO    BB    ElXCTeO  FOB    SAID 
COUNTY  ,     .        :;  .  ,        .  ■-    :  ;. 

Sixteen  members  of  Assembly; 
Two  Justices  of  the  Superior  Court,  in  the  place 
of  John  Duer  and  Robert  Emmet; 

A  J  udge  of  the  Com  t  of  Common  Pleas,  in  the 
place  of  Charles  P.  Daly; 

A  District  Attorney  in  the  place  of  N.  Bowditcb 
Blunt. 

Two  Governors  of  the  Almshouse,  in  the  places 
of  Richards.  Williams  and  Isaac  Townseud  ; 

All  whose  terms  of  office  will  expire  on  the  last 
day  of  December  next. 

Yours,  respectfuiiv, 

■       henry" S.  RANDALL, 

Secretary  of  State. 

The  above  is  published  pnrsoaot  to  the  notlo* 
of  the  Secretary  of  State  and  the  requirements  of 
the  statute  in  such  case  made  and  provided. 

J0a2i  ORSER, 
Sheriff  of  (b«  Citj  and  Cooaty  of  New  York 


1  ll«il!  JIUJLV.*,,  fP 
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ftltuart,  Serrell  Sl  Co«, 

CIVIL  ENGLNEERS, 

Eooiito  2i,  *l,  26  *  27, 

157  itnwuwij-,  New  York. 
Cbablu  b.  Sru^iXT,  Ei  wabo  W.  Sbsbbll, 

iiAtnnL  MAUiiii,  Sajicei.  Mc£lkot. 

ludia-Kiibliei*  KailroMcl  Car 
^pi'lllgs,  etc. 

TH£  UNITED  STATES  CAK  SPRING  COMPANY,  hav- 
UiK  cutii|ilt;lt,'0  Uiuir  iiuw  Fuct<>r>,  are  niuiriitacturiUK  aiul  t'lir- 
iub1iiuj4  lo  HuuiiHui  iJoiinxuuts,  uirI  L'w  Uuitden.  HL  UBiJH 
/i'i^iiiAU^  ollUe  bct-l  ijiutiity,  uu  lue  iiitb>t  tiivorable  tfriu*. 

Aioo,  ilcMulieu's  xuptTiur  HjHTiu  liOUll,  uot  only  tot 
EitiiruuUf,  but  all  olliur  purpuMv,  aii<j  ut°  any  size  or  thicknesH 
nNluirua  UlUce  No.  t.i  CUd  street, 

Aug.  10, 1863.        3in  Nuw  York. 

Henry  1.  il>buU»ou, 
FILKS)   Ax\i>    SAW», 

■    -''  WurrttuteU  of  superior  quality. 

Oflica  and  \^'arclioik>e,  21U  Peuri  bL,  Nuw  York 


D 


i>iacliiiiists^  Toois. 

A  fetl'EKiOK  CLAS!?, 
B^IONED  puilii'.uiuro   liir  liuilrouiJ  Murk,  tnuniinictiired 
Uj  U  K  'll.su   A.  CU,  (laU:  AU>HK'U,  Ti.\<i  d(  CO  ,; 


Drawing. 

BBLANDOWSKl,  Xupograpliical  and  Orna- 
•  uiciiiai  l>.augUU»ujuii  uud  Detiiguur.  Ma|ib 
accuraloiy  iliav\u,  ciiiaigcd  or  rediiceU  tioDi  uolo 
or  co|jk  a.  Oi  uaiuc-iilat  Ucsiguit  tor  (l<.'curatioiis,lur- 
uilurc,  Icucts  and  oiuameiiial  toundry  work.  Ar- 
tiiiuciural  duaiyuf.  i>ia\>iugs  tiODviiaturu  carc- 
luily  prepar«4. 

HcftKK.scts.  Messrs.  Miller  and  Freund,  Lig- 
neous Marlilu  Works,  corner  of  Franklin  and 
Center  sircc'U*,  New  York.  Also  U.  \'.  Poor,  Esq., 
E.lilor  Kadroad  Journal,  and  Zerali  Colburn,  As- 
sisUtiit  uo. 

Address,  care  of  Railroad  Journal,  *J  Spruce 
struL-t  Now  York. 


/ 


SIMEON  UBAPEB,  46  Pine  St.,  otllrs  lor  sale 
a  variety  ui  Hailroad  Uonds  and  Stocks  ;  also, 
bute.  City,  To.vu  and  Country  Bonds,  among 
wliicli  are  : 

i^iate  of  Pennsylvania 6  per  cent,  coupon  Bonds, 
91,UUt>  each,  coupons  payable  Feb.  1  and  Aug. 
1   in  Pniiiid«.ipbia,  mature  1»77. 

State  ui  G^oi-gia  7  per  cent,  coupon  Bonds, 
iiSOd  each,  coupons  payable  Jan.  1  and  July  1,  in 
Savannah,  mature  IbUl. 

State  of  Wisconsin  12  per  cent,  coupon  Script, 
for  improvement  of  Fox  and  Wisconsin  Rivers, 
wlioie  issue  S73,OUO,  coupon  payable  Jan.  1,  in 
New  Vork,  mature  1802. 

Sute  of  New  York  5  per  cent.  Canal  Certifi- 
cates, interest  payable  in  New  York. 

City  of  Troy,  N.  Y.,  6  per  cent.  Bonds,  whole 
issue  i)500,UUv>,  Bonds  5:1,000  each,  coupons  pay- 
able Jau.  I  and  July   1,  in    New  York,   mature 

1867  »nii  1872. 

City  of  Newburg  6  per  cent.  Bonds,  whole  issue 
S100,00oc«up^»"'»  lM*y*l>le  March  1  and  Sept.  1,  in 
New  York,  mature  1»73. 

City  of  Racine,  Wis.,  7  per  cent.  Bonds,  whole 
issue  S30U,000  bonds.  $600  and  S1,OUO  each, 
guaranteed  by  the  R.  J.  and  Mississippi  Railroad, 
anil  convertible  into  its  stock,  coupons  payable 
Jan  1  and  Jnly  1,  in  New  York  mature  1872. 

First  Mortgage  Convertible  7  per  cent.  Bonds  of 
Ihe  Butlalo,  Corning  and  New  York  Railroad, 
whole  issue  SooO.OOU,  coupons  payable  in  Kew 
York,  April  land  Oct,  1,  mature    1»67. 

First  Mortgage  Convertible  7  per  cent.  Bonds 
the  Western  Vermont  Railroad,  whole  issue  $400,- 

000.  cu'puo^*  payable  in  New  York  Jan  1  and  July 

1,  malurtJ  l»bl-'7l. 

First  Mortgage  Convertible  7  per  cent.  Bonds 
of  the  Columbus,  Piqua  and  Indiana  Railroad, 
whole  issue  of  SttOO.OOO,  coupons  payable  in  New 
York  Jan.  land  July  1,  mature  1862. 

First  Mortage  Convertible  7  per  cent.  Boodt  of 
the  Mississippi  and  Rock  River  Junction,  whole 
issue  ^00,000,  coupons  payale  in  New  York  Jan  1 
Md  July  1,  1863. 


First  Mortgage  Convertible  8  per  cent.  Bonds  of|  Notiee  tO  Contractors* 

the  Milwaukee  and  Mississippi   Railroad,   whole 
issue  SGOOjUOO,  coupons  yayabio  ia  New  York  Jan. 

^  d-**)'m^  I'  ^**^?'  ♦  u      1     n       •  ,  I  ALLEGHANY  VALLEY  RAILR0AI>  LETTING. 

First  Mortgage  7  jHir  cent.  Bond.s,  Corning  and    _, 

Blcssburg  Railroad,  whole  issue  S150,UO(»,  coupons   C^"^^*^^  PROPOSALS  will  be  received  at  the, 

payable  in  New  York  May    land  Nov.  1.   mature   ►^oubscribeis  office,   in    Kitlanning,    Armstrong 

|gy3  '  I  county,  Pa ,  until  sunset  of  Tuesday,  Oct.    18,  for 

First  Mortgn^  7  iier  cent.  Bonds,  Toledo,  Now-T?'"?  »^e  Grading  and  Mjisonry  between  Killan- 
walk  and  Clevelan.l,  whole  i*siieS625,«XM)coii|M)ns  ning  and  the  mouth  of  Mahomng,  10  miles,  and 
payable  in  New  York  Feb.  land  Aug.  1,  mature  F**'"^'  "'»so..ry  and  tunnelling  on  all  the  heavy 
jgy3  jobs  between  the  nio  nil  of  Mah')Uing  and  Br.iok 

First  Mortgage  7  per  cent.  Bonds,  Mansfield  and   *'".'^.  ^  •»;'««•  Th's  division  embi  Jices  all  the  tun- 

Sanduskv,  whole  issu«S730,000,  coupons  payable  :i»^"ii''go"V**^    M®',      ,  •      ,.        ,     .  .. 

in  New  York  Jan.l  and  Julv  1,  mature   1860.  ProiK)sals  will  also  be  received  for   the  doliver> 

First  Mortgage  7  j.er  cent.  Bonds  Vermont :  ^^  ^ross  ties  oil  the  line  between  Pittsburgh  and 
Valley,  whole  issue  $386,000,  coupons  payable  in  .  ^''^  >"°"V'  ^^  M«»i:.'n'"g.  &«  »uile3.  The  cross  lies 
New  York  April  1,  Oct   1,  mature   18bl.  i  f^  ^  ^  \''*'^  '''"^'  '  1*^  ^  inches  of  white  oak,  red 

Fii-st  Mortgage   7  per  cent.    Bonds   Troy  and  !  ^^^ech,  chesuut  or  other  approved  lumber. 
Bennineton  Railroad  whole  issue  ^100,000  couiion:, !      Proposals  may  be  left  at  the  office  ot  the   sub- 
payable  in  Tioy,  New  York  Jan.  1  and  Julv   i.scribers   in  the  city  of  Pittsburgh,   WaU-rstrt-et, 
mature  180'*  "  above  Market,  until    Monday,    the  l<th  ot    Ocbo- 

First  Mortgage  7  per  cent.  Bonds    New  Jersey  i  "*^''-  ,  .     ,.  .,,  .  ^     ^ 

Central  Railroad,  whole  issue  i^l ,oOO,Ol)0,  coupons!  ,TI'e  work  on  the  line  will  be  ready  for  examin- 
,.ayable  in  New  York  Feb.  1  and  Aug.  I.  matum  :\t'»»,«'i  and  after  Saturday,  Oct.  8,  at  which  time 
186070. 


I  the  plans  and  specitications  may  be  seen  at  the  of 
flee  in  Kiltanning.  For  fuitlier  information  appli- 
cation may  be  made  to  Franklin  Wright,  Principal 
I  As.sistant  Engineer,  Kiltanning;  to  W.  Milnor  Ro- 
Iberts,  Chief  Engineer ;  George  R.  Eiclibauui,  As- 
sociate Engineer,  Pittsburgh ;  Hon.  William  F. 
Johnston,  piesideiit,  or  to  the  subscribe  -s, 

CHAMBERLAINS,  LEECU  &.  Co. 


Fii-st  Mortgage  7  y»er  cent.  Bonds,  Brunswick 
Canal  Co.,  whole  issue  »200,(!00,  cou|k>ii8  payable 
in  New  York  Jan.  1,  July  1.  mature  1867. 

Also,  Second  Mortgage  Bonds  of  many  of  the 
above  Companies,  and  7  per  cent  Bonds,  Saratoga 
and  "Washiiigton  Railroad,  wholi;  is^ue  S310,000, 
coupons  payable  in  New  York,  nialure  1862. 

7  per  cent  Bonds  Troy  and  Boston,  whole  issue 
S300,t)00  cou|>ons  p.tyable  in  New  York  April  1 
and  Oct.  1,  mature  1864. 

10  per  cent.  Bonds  Mansfield  and  Sandusky 
Railroad  Co.,  whole  issue  ji^l 70,000,  coupons  pay- 
able in  New  York  April  I  and  Oct.  1,  mature  1855' 
57.  rpiIE  OGDENSBURGII,  CLAYTON   &  ROME 

7  per  cent.  Mortg.ige  Bonds  of  the  Atlantic;  JL  r.^il  roar  company  will  receive  proposaLs 
Steamship  Co.,  whole  issue  ai70<t,000,  coupons  pay-  at  their  Office  in  the  Village  of  Rome,  urj^il  the 
able  in  New  Ytirk,  mature  1865.  !  24th  day  of  October  next,  for  the  construction   of 

8  per  cent.  Convertible  Bonds  of  the  Michigan]  their  railroail  from  Rome  lo  Ogdensburgh,  to  be 
Genual    Railroad     Co.,    whole    issue  S2,469 ,600,  completed  as  follows  : 


Notice  to  Contractor;). 

fS;  mm-mBtm  r:^3SBgg^^g:  p-grtjii^Tgr  cnaiggsan 

OGDENSBURGII,  CLAY  ION  AND  ROME  RAIL- 
ROAD. 


coui>on.>*  payable  in  New  York  April  1  ai;d  Oct. 
mature   I860. 


1, 


TYKES. 


The  Road  between  Rome  and  Bo.invillc  by  the 
1st  day  of  Augu^t  ne.\t.  Detween  Boonville  and 
D  nmark  by  the  l.st  day  of  October,  185i. 
Between  Denmark  and  Philadeljihia  by  the  Ist 
TOCOMOTIVEANDCARWIIEEL  TYRES,  fr.«,UhcMan.,.  ^^^^  «'f  M^Y  /«55.  Between  Philadelnhia  and 
Lt  lUciorj  <rf-tii«  cciei.nittHi  ^lU  w.^u  luh.wn  iwi.  AVoriu  ..fihi- ;  Og.leusburgh  by  the  1st  of  November,  i860. 
LOW  MOOR  CO.,  in  Eii;;iaii<l,  ar«  (liniUtii-<l  t>y  tiie»ui.»ciiUr.  j  The  proposals  will  be  received  lor  the  con- 
Aftwit.  by  ii^reci  imp<irutioii.<  Peaily  w.'i<ie<l,  uiotked,  and  Roll- .  stniction  of  the  whole  Road,   includinff    Lumber 

•-■U,  ftom  only  osa  BAR  ami  witti  oiily  0K«  WKLD,  at  a  cubt  muclin,.  ,„  r>rh, ...«...♦£>..;  .1.    «.,;.k    ^_    .   -.i        .    .i 

l>el<.w  tiiat  of  ai.y  other  ..tu.ni-.  i'^s  »»^  »"  °^^^^  mateiials,  With  Or  Without  the 

importiitioiis  throuKii  the  la^-t  year ofnearly 3000 SiiisrlivwoUM  Rails,  in  One  contract,  or  HI  short  Sections,  at  the 

Tyre*,  which  arc  now  louiid  tii:iniiii:  00  thu  lmi)ortant  R  .iiwMj>,  I  (,j,iion  of  contractors,  or   offers  will  be   received 
have  remlcred  ihc-tn  in  alnii»>t  t-xcliisivo a.<«,  ;in<l  tli<fir  iwrfurmaiK-e  ' 


•of  over  20,000  niiU-s  eacli,  have  uacitti<l  the  hijfhe'-t  recoinmeuda- 
tions  of  their  *up<!riority. 
All  work  of  this  Coni^tony  in  warranteil  to  pve  itatii'fiictioo. 
Sample  Tyres  may  Ix;  seen  at  tlie  Crj'si.il  I'alacf,  New  York, 
and  at  my  Warehouse,  9  Lit)erty  Siiiuire.  IJoKton. 

W.  BAILEY  LANG, 
24  Broadwit,  N.  y. 
9  Liberty  SvtCARB,  RosTosi. 

New  Works  on  Civil  En<jinecrin;5. 

rpoB  Field  Practu;o  of  layinir  vnit  Circular  Curvo*  far  Rail- 
JL  roads.— By  Jobs  C.  Tbaotwiks,  Civil  Engineer— 2iid  t>di- 
tioi;  in  i>ocket-t>ook  form. 

A  new  and  rapi<1  method  of  Cnlr.ulatinK  the  CtiMc  Contents  of 
Escavationn  and  Ernhanktr.cnfii,  by  the  aid  of  Di.iirninie.— By 
John  C.  Trautwiiie,  Civil  Enginoer-^with  10  Co|H«r  Plate*. 

Price  Cue  Dollar  each— imotaije  on  the  Curves  Three  CciitJ'- 
)tnd  oo  the  Eicavatione  and  £mb«nknictiL'«,  Six  Centx. 

FoTMkleby  WILLIAM  HAMILTON, 

Ban  ot  tlM  Fnutklu  IiiHtjtuto, 

Uaj  4, 18HL  PKIhuUiphia. 


COirUOSIVE  SUBLIMATK. 

THIS  article  now  extensively  used  for  ihe  preserva- 
tion of  timber,  is  manufactured  and  for  sale  by 
POWERS  A  WEIGHTM AN, manufacturing  Uhem 
isU.  Philadelphia. 

Jnr,.  90    1P4<» 

Kaiiroad  Iron. 

THE  undersignvd  being  appointed  Agent  to  He  -srs. 
Quest  dt  Co.,  the  proprieiorsof  the  Oowlaia  Iron 
Works,  near  Cardifl',  South  ^^  ales,  is  duly  authorised 
to  contract  for  the  sale  of  G  L  Hulls  on  the  most  ad- 
vantagROua  terms.  RICHARD  MA  KIN, 

April  22,  1662.  24  Broadway. 


for  luniishing  the  Lumber,  Ties,  and  other  ma- 
terials separately,  either  for  the  whole  Road  or  for 
sections. 

The  Maps,  Profiles  and  Plans  of  the  Road,  to- 
gether with  siK'citi  cat  ions  of  the  woik  and  materi- 
als will  be  ready  for  the  inspection  of  Contractor* 
at  the  office,  on  or  before  the  10th  day  of  October 
and  Engineers  will  then  be  ready  to  show  the  line 
of  the  Road  to  persons  desirous  to  contract. 
By  Order  of  the  Executive  Committee, 

HENRY'   A.  FOSTER.  President. 
R.  8.  DoTY,  Secretary. 

Sept,  12,  1863.  .^    . 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  «  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PR/NTjyG,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectftUly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printino  of  Exkiiils 
Tinu>4abUs,  Circulars,  TickeU,  «f^.,  ^. 

J.  U.  SCUUL.TZ  Sc  CO. 

Nno  Y0rk  drU  »,  MM. 


•;•■  ;;•'       ■■]■«»    ■    r 


K-Vl»*.»'_^>V-  V*.    . 


^i 


--••.-.    ^        '  «»-    .- 
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1    STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 

I  HENRY  V.  POOR,  Editor. 
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'  The  Mechanical  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerah 
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importance  to  our  readers,  than  any  account  of.  nal  commerce,  immediately  took   the   promineDt 
what  a/>pcar5  to  the  traveller  passing  over  it.  jrank  among  all   our  cities,  and  advanced  with 

The  artificial  works,  connecting  the  great  IJgs  strides  which  have  placed  her  vastly  iu  advance 
•vith  tide  water  at  Albany,  aflford  the  best  ill  j||p- 1  of  all  her  rivals.  This  superiority  is  entirely  due 
tion  the  world  has  yet  seen  of  the  influence  of  to  the  railroads  and  canals  connecting  her  with 
such  works   in  developing  and  changing  the  route  the  west. 


of  commerce  and  travel.  No  longer  ago  than 
1820,  the  cost  of  transporting  a  ton  of  freight  over 
the  route  which  we  passed  to-day,  of  which  enough 
is  still  left  to  write  this  letter,  was  SlOO,  and  the 
time  required  twenty  days,  as  was  stated  by  the 
legislature  of  this  state,  to  whom  was  referred  the 
subject  of  constructing  the  Erie  canal !  About 
10  days  were  required  for  a  journey  upon  the 
same  route  by  the  ordinary  mode  of  convey, 
ance. 

The  slow  and  expensivjgtajpvement  c^'er  this 
route,  of  course  rendere<||P0  impracticable  one 
both  for  persons  and  prop^^.  A  few  emigrants 
to  the  west  passed  over  it,  but  the  feeble  com- 
merce that  at  that  time  existed  between  the  east- 


Of  course  all  this  could  not  have  been  etlected 
without  a  remarkable  adaptation  of  the  route  to 
the  results.  The  great  Appalachian  chain  which 
divides  the  Atlantic  slope  from  the  great  basin  of 
the  Mississippi,  is  unbroken,  save  in  the  state  of 
New  York.  The  long  level  of  70  miles  on  the  Erie 
canal,  and  which  may  be  regarded  as  the  summit 
on  this  work,  is  one  hundred  teet  lov-rrMbui  Lake 
Erie.  This  summit  corresponds  to  the  "creU  of 
the  Alleghanies,"  on  other  routes.  With  some  ad- 
ditional expense  the  waters  of  Lake  Erie  might 
have  been  introduced  into  the  Hudson.  As  it  is, 
the  canal  is  fed  for  more  than  one  half  its  length 
from  this  source.  It  is  a  remarkable  fact  that  the 
I  summit  between  the  lakes  and  the  Hudson  is  fed 


BdiWrtel 


Corroapoadenee   of  tlio  Railroad 

,     -;vr-^''..  ■■■'..'..  ■     Journal. 

Buffalo,  Oct.  19, 1868. 

I  avail  myself  of  an  evenings  leisure  to  note  down 
a  few  observations  made  up  to  this  point,  on  this 
my  jirst  visit  to  the  west. 

Leaving  New  York  hy  the  six  o'clock  Hudson 
River  express  train,  we  reached  BujSalo  at  half 
past  eight  this  evening,  by  way  of  the  Central  line; 
the  whole  distance  travelled  being  444  miles.  At 
this  rate  of  speed  the  landscape,  and  the  various 
villages  and  cities  on  the  route,  dashed  past  us 
with  such  velocity  and  appeared  and  disappeared 
in  such  rapid  succession,  that  we  could  scarcely 
get  a  distinct  idea  of  one  scene  before  it  was  dis- 
placed by  a  view  of  another.  We  will  not  there- 
fore attempt  any  description  of  a  route  which  is  so 
generally  familiar,  but  instead,  will  present  some 
facts  in  reference  to  its  business  capabilities,  the 
relation  it  bears  to  the  convenient  direction  of  the 
commerce  and  travel  of  the  whole  country,  togeth- 
er with  a  statement  of  the  present  flnancial  con- 
dition of  the  C<msolidat€d  line,  and  an  estimate  of 
improbable  futore  income,  matters  of  much  more 


ern  and  western  states,  took  the  route  of  the  C  um-  by  waters  flowing  into  the  former,  while  the  som- 
berland  road,  or  that  through  Central  Pennsylva-  mit  on  the  Champlain  canal  is  fed  from  the 
nia,  and  was  carried  entirely  upon  Aorse-icagoiis. !  Hudson  river.  This  river  penetrates  completely 
At  that  time  the  principal  outlet  of  the  west  was  what  may  be  termed  the  great  Coast  range  of 
the  Miisissippi  river,  which  also  served  as  the  mountains,  so  that  no  barrier  whatever,  is  inter- 
channel  through  which  the  same  section  receiv-  posed  between  it  and  the  basin  of  the  Upprr  Lakes 
ed  its  supplies  of  imported  merchandize.  , except  the  natuial  elevation  of  the  country.     To- 

This  sUte  of  things  existed  till  1826,  when  the  ward  the  seaboard,  the  descent  may  be  made  uni- 
Erie  canal  was  opened.  This  work  reduced  the  foonJy  downward.  On  the  noith,  Lake  Champlain 
cost  of  transportation  from  Buffalo  to  New  York,  is  elevated  only  eighty-seven  feet  above  tide  wa- 
from  8100  to  $6  per  ton !  The  canal  immediately  ter,  and  the  summit  in  the  Champlain  canal  is  on- 
became  the  route  of  travel  as  well  as  commerce,  ly  147  feet  above  ;  so  that  a  dam  of  this  height  at 
and  for  the  former  was  regarded  as  a  greater  im-  the  Highlands,  would  throw  the  Hudson,  which  is 
provement  upon  the  previous  mode,  than  the  the  great  source  of  the  prosperity  of  New  York  in- 
change  from  the  canal  to  the  railroad !  The  effect  to  the  St.  Lawrence ! 

produced  was  magical.  It  was  like  cutting  away  i  We  refer  to  these  topographical  facts  by  way  of 
the  barrier  that  separates  the  great  lakes  from  illustrating  the  value  of  the  rout.e  occupied  by  the 
the  Hudson,  and  allowing  their  vast  expanse  of  .Erie  canal,  and  the  Central  and  Hudson  River  rail- 
waters  to  rush  into  that  river.    The  Erie  canal  im-  roads.    It  is  the  key  to  the  commerce  of  the  cono- 


mediately  became  the  convenient  outlet  for  the 
Great  Valley.  The  volume  of  trade  and  travel 
between  the  cities  of  Baltimore  and  Philadelphia, 
and  the  west,  grew  less  and  less,  and  soon  sunk  in- 
to comparative  insignificance,  till  it  was  restored 
to  somewhat  its  former  size  by  the  construction 
of  railroads  and  canals  upon  its  old  routes.  New 
York  which  up  to  this  time  wm  behind  Philadel- 


try.  The  Baltimore  and  Ohio  railroad  gains  its 
western  terminus  in  the  Ohio  by  crossing  the  Al- 
leghanies at  an  elevation  of  2,620  feet  above  tido 
water.  The  corresponding  summit  on  the  Penn- 
sylvania railroad  is  about  2000  above.  The  high- 
est  point  on  the  Erie  railroad  is  about  1600  feet 
above  New  York  Harbor.  These  roads  have  their 
peculiar  advantages,  which  may  compensate  to  a 


phia  iu  p9pulatioD,  aiul  in  the  amount  of  its  inter- 1  considerable  extent,  for  their  more  abrupt  gra. 
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dient^;  but  .is  routes  Ada|>ted  to  the  cLeap  move- 
ment of  property  and  persons,  thiy  *re  iar  infe- 
rior to  thosf*  of  N.wYorh.    .  |.  \ 

As  alrc.uly  stati'd  the  ISrie  cuiial  became  an  im- 
portant route  of  h.icel  iaunediately  upon. its  open- 
ing. Biit  the  great  bulk  of  travel  between  tlie 
eastern  and  western  states  was  not  thrown  upon 
this  route,  till  Uie  compictiou  of  the  Unc  of  rail- 
road from  Albany  to  ButlUlo,  which,  to^k  place  in 
1842.  This,  next  to  the  completion  of  the  Erie 
canal,  was  ihe  moht  important  era  in  the  commer- 
ei;il  iiistoiy  of  New  York,  in  connection  with  the 
great  lakes,  ejisy  access  was  at  once  opened  from 
nearly  every  part  of  the  west  to  that  city,  so  that 
western  merchants  trading  in  Philadelphia  and 
Baltimore,  took  the  lake  as  the  most  convenient 
route  to  the  above  cities.  The  result  was  to  bring 
them  in  direct  coiniection  witii  the  merchants  of 
New  York,  which  led  to  business  relations,  which 
otherwise  would  n"t  have  been  lormed.  By  be- 
coming a  necessary  point.  En  roiile,for  nearly  every 
trader,  its  .superior  commercial  advantages  soon 
w-cured  for  it  the  greater  i>ortion  of  the  internal 
eommerce  of  the  country.  In  effecting  this  result 
the  Buffalo  and  Albany  line  of  railroad  played  a 
most  important  and  useful  part. 

It  may,  in  this  connection,  be  interesting  to  no- 
tice the  growth  and  the  present  magnitude  of  the 
comnaerce  and  travel  to  which  the  canal  and  the 
Central  line  of  -ailroad  have  given  birth.  The  fol- 
lowing statistics,  copied  from  offlciar  documents, 
will  show  the  movement  in  tons  upon  the  N.  York 
canals  and  the  value  of  property  reaching  and  go- 
ing from  tide  water,  for  a  series  of  years. 

Year.  Total  tonnage.     Value. 

.1836... 1,340,807  $67,634,343 

1837 1,171,296  56,809,288 

1838.. 1,333,011  66,746,559 

1839 1,436,713  73,399,764 

1840 1,416,046  66,303,892 

1841 1,621,661  92,202,929 

1842 1,236,931  60,016,608 

1843 1,613,439  76,276,909 

1844 1,816.686  90,921,162 

1846 1,986,011  100,568,246 

1846 2,268,662  115,612,109 

1847 2,869,810  151,663,428 

1848 *..  :. ..2,796,230  140,086,157 

1849 2,894,732  144.732,285 

I860 3,076,617  166,397,929 

1861 3,682,744  169,981,801 

1862 3,863,441  196,603,617 

Year.                                  Up  tomiagc.  Down  do. 

1836 183,796  686.347 

1837 122.130  611,781 

1838  142,802  640,481 

1889 142,036  602,128 

1840  129,680  669,012 

1841   162,716  774,334 

1842 123,294  666,626 

1843     143,695  836,861 

1844 176,737  1,019,094 

1845 196,000  1,204,948 

1846 213,795  1,362,819 

1847 288,267  1,744,283 

1848 329,667  •  1,447,906 

1849 316,550  1,579,946 

I860         418,370  2,038,863 

186l"     467,961  1,977,151 

1862.'. 681,627  2,234,822 

The  following  statement  shows  the  comparative 
tomiage  of  the  produce  of  the  Western  States,  and 
of  the  SUte  of  New  York,  arriving  at  tide  water 
for  a  series  of  years,  also  the  number  of  barrels 
of  flour  arriving  at  tide  water  from  the  western 


Year.     From  Western       From  this     Bbis.  otdour 
States — tons.     Si.ite — tons,  from  i  he  Wes- 
tern Slates, 

1886 54,219  364,906  317,108 

1887 66,266  381,261  284,902 

1838 8S,2?3  386,016  558,283 

1889 13i;671     i!«4,5«6     ^683,609 

1840 168,148     309,167    1,666,616 

1841 224,176     308,^14    1,232,987 

1842 22 1 ,477  268,672  1 ,146,292 

1843 ; .256,370  373,W9  1  ,-MM<^ 

1844 308,026  491,791  1,727,714 

1846 304,551  666,039  1,563,740 

1846 506,830  600,662  2,733,474 

^847 v**liJ.'N^  .618,412         8>fl89,!?32 

1 848 650,15 1  534,188  2,983,688 

1849 768,659  498,068  2,842,821 

la&O 118,8^  -^^ta^UOl  8,084^9 

1861 966,993     641,684    3,495,734 

1862 1,151,978     492,721    3,937,366 

The  above  atatemeuts  show  only  that  portion  of 
the  business  of  the  above  described  route  passing 
over  the  canals.  £o  transact  an  equal  amount  upon 
a  railroad,  would  require,  it  isestimated,  the  move- 
ment of  a  train  of  cars,  each  carrying  75  tons  of 
freight,  (a  much  larger  amount  than  the  average 
tonnage  of  trains  on  most  roads)  every  10  minutes. 
It  is  estimated  that  the  amount  of  freight  trans- 
ported over  the  Erie  canal  would  be  equal  to  the 
4^^ity  of  six  double  track  railroads.  But  the 
HRntages  of  this  route  do  not  consist  merely 
in  the  ease  and  cheapness  with  which  merchandize 
can  be  moved  upon  it.  Were  its  immense  tonnage 
thrown  upon  railroads,  the  impossibility  of  receiv- 
ing and  disposing  of  it,  particularly  at  tide  water, 
where  the  great  bulk  is  received,  would  materially 
diminish  its  volume.  The  cost  of  receiving  and 
providing  suitable  warehouses  for  its  accommoda- 
tion, would  mostseriously  add  to  the  previous  cost 
of  transportation.  By  the  use  of  the  canal,  these 
expenses  are  in  a  great  measure  saved.  As  soon 
as  the  merchandise  transported  upon  it  reaches 

the  Hudson,  the  bo^  serves  as  a  warekou  se  till 
its  cargo  is  dispos4l|l^L  a  considerable  portion  of 
which  never  goes  VMiore,  but  is  transported  di- 
rectly from  the  boM^  the  ship,  the  captain,  or 
agents  of  the  former  acting  as  factor.  In  this  way  a 
very  large  saving  in  cost  of  warehousing,  commis- 
sions, cartage,  insurance,  etc.,  is  effected. 

The  freight  business  of  the  railroads  between 
Albany  and  Buffalo,  previous  to  1862,  was  serious- 
ly interfered  with,  from  being  made  subject  totlfe 
canal  tolls,  in  addition  to  the  ordinary  cost  of 
transportation,  which  the  state  imposed  for  the 
purpose  of  protecting  the  business  of  the  canals. 
These  however,  were  removed  before  the  com- 
mencement of  navigation  of  that  year.  The  result 
was  to  nearly  double  the  tonnage  of  the  railroads 
in  one  year.  The  total  tonnage  reaching  tide  wa- 
ter over  the  Central  route  the  past  year  was 
140,401  tons ;  going  from  tide  water  44,981  tons.  The 
average  value  of  this  tonnage  is  much  greater  than 
that  by  the  canal.  It  was  estimated  by  Mr  Mc- 
Alpine  at  227,41  showing  the  value  of  property 
moved  on  the  route  of  the  Central  railroad  to  be 
fully  equal  to  ^2,167,720.  This  amount  added 
to  the  value  of  the  canal  tonnage,  to  and  from  tide 
water,  forms  an  aggregate  value  of  8227,947,266. 
These  figures  suth-iently  show  the  enormous  bu- 
siness of  the  above  route,  which  must  vastly  ex- 
ceed that  upon  any  other  ,t(^4e  of  inland  naviga- 
tion in  the  world.  "/ 

The  only  line  of  railroad  occupying  this  route 
is  the  Neil-  York  Central,  which  embraces  the  main 
trunk  from  Buffalo  to  Albany  in  addition  to  a 
number  of  less  important  lines,  having  the  same 
general  objects  and  directions.    The  main  trook, 


previous  to  the  consolidation,  was  made  up  of  the 
following  roads,  the  length,  cost  and  earnings  of 
which,  for  1862,  wsjpe  a&  (pUows,  viz:  ,   .     . 
i';  •  [{leQEth  of 

Albany  and  SchenectMfy.-17 
Utica  and  Schenectady ...  78 
Utica  and  Svracusc 53 


ilochcsttrand  Syracuse. .,104 
Ii!jtlj»lo^5d_PtO{||ef.ter. .'.  .*6 


Cost.  K.trnings. 
1,774,648  296,112 
4,093,273  1,029.774 
2,661,477  616,918 
6,016,778  988,366 
2,787,104     619,976 


328  17,283,180  3,661,146 
The  expenses  for  the  year  were 1 ,320,766 

Neteamings $2,231,890 

The  gross  receipts  equaled  20,  and  the  net  13 
per  cent,  for  the  year,  upon  the  cost  of  tho  roads. 
The  above  aggregate  of  cost  embraces  at  lea»t  SI, 
000,000,  expended  upon  the  straight  line  between 
Rochester  and  Syracuse,  and  not  then  brought  in- 
to use. 

Notwithstanding  such  a  favorable  result,  it  was 
believed  to  be  for  the  interest  of  all  the  above 
companies  to  consolidate  their  several  lines  into 
one,  in  order  to  economize  in  the  operation  of  the 
roads,  and  to  secure  a  greater  harmony  and  cen- 
cert  of  action.  In  the  consolidation  were  em- 
braced several  other  lines,  built  and  projected,  for 
the  purpose  of  uniting  under  one  management  and 
in  one  interest,  all  the  lines  having  the  same  gene- 
ral direction  and  object-s  as  the  above,  or  which 
occupied  the  same  route,  or  which  could,  by  any 
possibility,  become  rivals  for  the  same  traffic.  The 
necessary  authority  was  accordingly  obtained, 
which  has  been  executed,  and  th«t  Central  Bail- 
BOAD,  of  New  York,  now  represents  the  following 
roads:         <  '  '  ] 

Cost  as  re- 
presented 
by  stock  &■ 
convertible 
bonds. 
1,621,800 
660.000 
4,600,000 
2,700,000 ' 
6,606,700 
3,000,000 


Length. 

Albany  and  Schenectady 17 

Schenectady  and  Troy 20)^ 

Utica  and  Schenectady 78 

Syracuse  and  Utica 63 

Rochester  and  Syracuse 184 

Buffalo  and  Rochester 76 

Rochester,  Lockport  and  Niagara 

Falls 70>^ 

Syracuse  and  Utica  Straight  line. . 

Mohawk  Valley 

BuSklo  and  Lockport .... 


2,156,100 
600,000 

1,676,000 
676,000 


1,4:  n; 


23,086,600 
In   addition   there  was  an  aggregate  debt  not 
convertible  into  stock  equal  toSl,888,823. 

The  stocks  of  most  of  the  above  companies  were 
at  a  handsome  advance  previous  to  the  consolida- 
tion, and  to  equalize  them  the  following  premiums 
payable  in  six  per  cei^t.  unconvertible  mortgage 
bonds,  were  paid,  viz  : 

On  the  stock  of  the  Albany  and  Schen- 
ectady, 17  per  cent 8276,716 

On  the  stock  of  the  Utica  and  Schenec-  ^ 

tady,66perct 2,476,000 

On  the  stock  of  the  Mohawk  Vallev  56 
per     t '.  ...      863,600 

On  the  stock  of  the  Syr.  &  Utica  50  p.  c.  1,550,000 

"      Straight 
Lme  60  p.  c 300,000 

On  the  the  stock  of  the  Rochester  and 
Syracuse  30per  cent 1,682,000 

On  the  stock  of  the  Rochester,  Lockport 
A  Niagara  Falls,  26  per  ct 538,776 

On  the  stock  of  the  Buffalo  and  Roches- 


terJOj?er.ceBt,, 


.    1.200,000 
J«^,000 


^PT^ 
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Brought  u) 88,885,000 

Premiums  unconvertible  debt 1 ,888,823 


ToUl  indebteJuess $10,773,823 

Stock  and  convertible  bonds 23,086,600 


Total  actual  and  estimated  cost  of  the 
road $33,869,423 

While  the  route  occupied  by  the  Central  line  is 
so  favorable,  it  is  equally  fortunate  in  being  pro- 
tected by  the  natural  configuration  of  the  country 
from  rival  works.  Upon  each  side  of  the  cleft  or 
chasm  in  the  Alleghany  range,  occupied  by  the 
above  line,  the  country  rises  so  rapidly  as  to  ren- 
der the  construction  of  any  competing  or  rival 
roads,  liearly,  if  not  quite,  impracticable.  An  ele- 
vation of  many  hundred  feet  is  gained  within  a 
few  miles  after  leaving  the  Mohawk  on  either  side. 
Such  rival  roads  too,  would,  instead  of  following 
up  the  water  courses,  cross  them  at  right  angles, 
involving  a  heavy  expenditure,  with  bad  align- 
ment and  heavy  grades,  disadvantages  altogether 
too  serious  to  allow  the  idea  of  maintaining  a  suc- 
cessful competitioc. 

The  amount  of  travel  upon  the  railroads  occu- 
pying the  above  route  will  compare  well  with  the 
tonnage  both  of  the  railways  and  the  canal.  The 
total  number  of  passengers  carried  upon  the  roads 
in  1862  was  2,622,672. 

There  is  no  route  in  the  United  States  that  can 
show  an  equal  movement  of  persons,  either  in  the 
aggregate  or  in  proportion  to  the  mileage.  The 
Hudson  Kiver  road  may  in  time  eclipse  it.  The 
former  however,  has  some  decided  advantages  over 
the  latter,  in  being  entirely  removed  from  com- 
petition of  all  kinds.  It  is  lined  too,  with  a  sue- 
cession  of  cities  and  large  villages,  the  product  of 
the  railroad  and  the  canal.  No  other  portion  of 
the  state  has  so  duuse  a  population,  engaged  in 
such  a  variety  of  pursuits,  or,  which  is  making 
such  rapid  progress  in  every  department  of  indus- 
try. 

The  cheap  cost  at  which  the  roads  from  Albany 
to  Buffalo  have  always  been  tuanaged,  is  mainly 
owing  to  the  fact  that  they  were  chiefly  owned 
by  parties  living  upon  their  line,  and  from  whom 
the  majority  of  directors  have  always  been  taken. 
Those  having  charge  of  them  were  directly  interest- 
ed in  their  isuccess,  and  conducted  their  roads  as 
they  would  their  own  private  afOurs.  A  proper 
responsibility,  and  the  most  rigid  economy,  has 
uniformly  characterized  their  management.  Here 
is  the  secret  of  the  great  success  of  the '  above 
roads,  and  of  the  high  rates  of  dividends  that  have 
always  been  paid.  The  stockholders  under  the 
consolidation,  have  shown  their  wisdom  in  confl- 
ding  the  future  management  of  their  road  to  per- 
sons residing  upon  its  line.  We  hope  they  will 
never  depart  from  this  wholesome  rule. 

We  see  no  cause  why  the  future  earnings  of  the 
consolidated  road,  should  not  fully  equal  the  earn- 
ings of  the  several  lines,  in  proportion  to  their  ao- 
tual  cost.  The  premiums  recently  paid  to  the 
stockholders  of  above  $8,000,000,  remains  a  burden 
upon  the  earnings  of  the  road.  The  result  so  far 
tends  to  prove,  thatthough  thecost  of  the  consolida- 
ted line  is  nearly  double  the  cost  of  that  of  the  roads 
from  Albany  to  Buflfalo,  the  receipts  of  the  former 
are  equally  in  excess.  Estimating  them  to  aver- 
age $500,000  per  month,  which  will  probably  be  be- 
low the  mark,  the  aggregate  for  the  year  will  be 
$6,000,000.  The  expenses  will  not  exceed  83  per 
oeot.  of  the  receipts,  which  would  leave  $4,000,000, 


for  interest  and  dividends,  or  over  12  per  cent, 
upon  the  whole  cost.  We  see  no  reason  why  di- 
vidends of  at  least  10  per  cent,  per  annum  ma/ 
not  be  earned  and  paid  for  many  years  to  come. 

Such  is  a  brief  account  of  the  route  which  we 
have  passed  over  to-day,  and  of  the  artificial  works 
constructed  upon  it,  and  some  of  the  results  they 
have  achieved.  It  will  be  difficult  to  find  their 
parallels.  However,  we  shall  start  in  the  morning 
for  the  purpose  of  seeing  what  the  Wkst  can  show. 


jection.  This  work  is  very  full  and  accurate  in 
it*  teachings  and  is  profusely  and  superbly  illus- 
trated, being  got  up  in  a  style  corresiionding 
with  "Clark's  Rail w.iy  Machinery".  It  will  be 
completed  in  about  14  (•arts  at  50  cents  each  and 
will  make  a  beautiful  volume  when  bound. 


We  have  received  from  George  Taylor,  Esq., 
agent  of  the  liouse  of  Blackic  &  Son,  117  Fulton 
street.  New  York,  the  18th  and  19th  numbers  of 
Daniel  Kinncar  Clark's  valuable  work  on  Railway 
Machinery.  This  is  the  great  work  of  the  day 
upon  the  Locomotive,  exceeding  in  the  extent  of 
investigation  and  illustration  any  thing  ever  b«- 
fore  published  upon  the  subject.  The  engraving 
and  typography  of  the  work  are  in  keeping  with 
its  character  as  the  first  and  best  work  of  its  kind. 

These  two  numbers  are  occupitid  with  descrip- 
tions of  the  details  of  construction  of  the  loco, 
motive,  such  as  the  workshop  mechanic  finds  oi 
service  in  arranging  and  fitting  his  work.  The  18th 
number  contains  a  section  of  one  of  Sharp's  Loco- 
motives of  recent  construction,  showing  what 
capacity  of  engine  may  be  had  with  a  common 
gauge  of  track.  As  this  may  prove  of  interest  to 
those  who  lament  the  "  incapacity  "  of  the  nar 
row  gauge  we  will  give  a  short  account  of  this 
engine. 

It  is  inside  connected,  having  18  inch  cylinders, 
24  inch  stroke  and  6  coupled  drivers  of  6  feet  dia- 
meter. The  cylinders  are  inclined,  so  that  the 
cross  heads  work  over  the  forward  driving  axle, 
the  valve  faces  being  underneath  the  cylinders. 
The  Link  motion  is  of  course  employed,  it  being 
universally  used,  so  far  as  we  know,  in  England. 
The  boiler  is  3  feet  8^4  inches  in  diameter  and 
contains  133  tubes,  2)^  inches  outside  diameter 
and  14  feet  3^4  inches  long.  The  furnace  is  3  feet 
8  inches  long,  3  feet  3  inches  wide,  and  4  feet  l}'^ 
inches  deep  and  has  a  4  inch  diaphragm  or  water 
bridge  across  its  width.  The  cylinders  are  2  feet 
3  inches  between  centers.  The  frame  is  set  edg- 
ways,  is  1  inch  thick  and  9^^  inches  deep.  The 
length  of  wheel  base  is  12  feet  2  inches,  all  the 
wheels  having  flanges. 

This  engine  is  of  equal  power  to  the  heaviest 
standard  class  of  freight  engine  on  the  New  York 
and  Erie  road. 

The  19th  number  contains  an  elevation  of  a  pas- 
senger engine  by  Messrs.  Kitson,  Thompson  & 
Hewitson  of  Leeds,  having  four,  coupled,  fianged 
drivers  of  6  feet  diameter,  placed  7  feet  6  inches 
between  centers.  The  leading  wheels  are  4  feet 
6  inches  diam.  and  the  length  of  outer  firebox 
5  feet  4  inches.  Many  of  the  recent  English  pas- 
senger engines  have  coupled  flanged  drivers. 

The  plans  of  carriages,  drop  tables,  &^.  in  these 
numbers  are  full  and  interesting. 

The  6th  number  of  the  "  Engineer's  and  Machi- 
nist's Drawing  Book  ",  published  also  by  Biackie 
&.  Son,  has  been  received.  This  is  a  very  inter- 
esting number,  containing  five  steel  plates  of  ex- 
amples of  finished  shading,  penetration  of  solids, 
prelection  of  screws,  details  of  steam  engines,  &c. 
dbc. ;  the  text  being  devoted  to  the  drawing  of 
elementary  forms,  the  elements  of  architecture 
and  the  drawing  of  macbioery  bygeometricai  ]^ro> 


Flanged  and  Conpled   Driving  \%'bccU. 

The  Superiuleiuleui  of  motive  power  of  the 
New  York  and  Eiio  Railroad,  at  an  early  day, 
made  a  general  ai)plicaii(iu  ot  flanges  to  all  the 
driving  wheels  of  the  engines  under  his  charge, 
and  the  practice  has  been  continued  in  all  subae- 
quent  additions  made  to  the  engine  stock  of  the 
road.  The  common  practice  of  putting  plain  tires 
on  the  forward  drivers  is  generally  made  to  pro- 
vide for  the  lateral  play  which  the  tires  take  upon 
the  rails  on  curves,  a  provision  which  would  seem 
to  be  especially  necessary  for  the  Erie  road,  hav- 
ing an  unusual  width  of  track  and  curves  of  the 
minimum  radius  allowed  on  first  class  roads. 
But  as  the  practice  commenced  when  railroads 
generally  were  built  with  much  sharper  corves 
than  now,  there  is.  perhaps,  less  necessity  for  its 
continuance.  The  principle  ha.<<  been  carried  out 
with  success  in  the  following  oxtrtme  cases  upon 
the  Erie  road.  Eighteen  engines  out  of  their 
equipment  are  of  the  extreme  length  of  20  feet  11 
inches  from  the  center  of  back  drivers  to  center 
of  truck  pintal,  or  22  feet  9  inches  between  the 
centers  of  the  extreme  wheels.  There  are  three 
pairs  of  drivers,  the  extreme  pairs  being  11  feet 
apart.  All  the  ten  whwls  of  the  engine  have 
fiangss  with  the  usual  allowance  of  ^^gth  inch  from 
the  rails,  while  there  was  not,  while  new,  any 
mentionable  'play"  in  the  journals  or  driving 
boxes.  These  engines  are  of  thirty  tons  weight, 
and  are  running  daily  through  curves  of  950  feet 
radius  in  a  six  feet  track.  This  would  seem  to  be 
a  pretty  good  test,  yet  no  extreme  wear  takes 
place  upon  the  tires  in  consequence  of  it,  and  it  is 
therefore  believed  that  the  wear  upon  the  track  is 
not  appreciably  increased  thereby.  The  use  of 
additional  flanges  relieves  the  back  pair  and  dis- 
tributes the  wear  among  all.  The  advantages  ob- 
t^ned  by  this  practice  are  found  to  be 

First :  The  wear  upon  the  tires  and  flanges  is 
equalized,  and  the  wheels,  consequently,  preserve 
their  equality  of  size  much  better,  a  considera- 
tion  of  great  importance  in  the  case  of  engines 
having  a  large  number  of  coupled  drivers  carry- 
ing a  great  weight. 

Second:  There  is  less  danger  of  the  tiret 
stretching  and  working  loose,  a  diflSculty  to  which 
plain  wrought  iron  tires,  carrying  a  great  weight 
and  driven  by  large  cyhnders,  are  very  liable.  In 
the  case  of  a  few  heavy,  eight  wheel  engines  upon 
this  road,  where  the  forward  tires  had  been  left 
plain,  this  difficulty  was  found  to  be  great,  and 
flanged  tires  were  afterwards  substituted,  with  aD 
improvement  in  this  respect.  The  flange  streogtb- 
ens  the  tire. 

Third  :  There  is  more  adhesion  to  a  flanged  tire 
from  the  additional  bearing  afforded  by  the  flange 

Fourth  :  Engines  having  all  their  tires  flanged 
are  found  to  run  steadier. 

The  great  improvement  in  our  more  reccot  rail- 
roads, m  the  respect  of  easier  curves,  makes  the 
practice  of  using  coupled  wheels  oxore  generally 
applicable,  while  the  increased  business  done  and 
heavier  engines  used,  makes  it  almost  indispensa- 
We  so  as  to  secure  sufficient  adhesion  without 
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pUciog  too  much  weight  oa  a  single  poiai.  There 
are  engines  now  on  the  Eric  road,  and  others  of  a 
similar  distribution  of  weight  are  building,  which 
have  5j^  tons  on  c;toh  driver !  Tho  weight  of  an 
eight  wheel  mr^  loaded  in  this  manner,  would  be 
Joity-fmir  tons!  and  we  believe  very  few  railroad 
men  would  admit  the  propriety  of  running  trains 
of  such  a  class.  The  great  weiglit  which  is  allow- 
ed to  concentrate  at  one  p^int  would  be  divided 
upon  two  but  for  the  fear  of  using  coupled  drivers. 
It  is  with  this  view  that  we  advocute  particularly 
the  suju'rior  adaptation  of  the  cliilled  tire,  by 
which  the  great  objrctiou  to  coupled  wheels,  viz. 
uneqna'  wear  and  tendency  to  take  unequal  diam- 
eters, will  be  removed.  The  resistance  which  the 
chill  affords  against  this  wear  makes  the  objection, 
in  cases  of  six  or  tight  coupled  whecl.«,  of  much 
less  iroi>ortAnce  than  formerly,  and  one  which 
»ught  to  be  sacrificed  to  the  great  necessity 
(growing  luorc  and  more  liii[>ortani  every  season,) 
of  a  proper  and  economicHl  distribution  of  weight. 
The  chilled  tire  aflords  the  true  reme<ly,  and  if 
the  effects  on  tlic  track  are  not  to  be  considered, 
it  will  still  relieve  the  engine  from  the  great  ex- 
pense of  maintaining  wrought  iron  tires  under  the 
wear  imposed  by  such  heavy  burdens. 


Cincinnati,  Uamllton  and  Daylou  Company 
«>ai«  of  Uoudik. 

The  reader's  attention  is  directed  to  the  adver- 
tisement of  the  Cincint^ti,  Hamilton  and  Dayton 
Railway  Company,  oflering  for  sale  their  7  per  cent 
booda,  having  over  25  years  to  run.  The  object  of 
the  Company  is  to  raise  funds  to  complete  the  sec- 
ond track  now  in  the  course  of  construction,  and 
required  to  accommodate  the  large  and  increasing 
business  on  their  road.  Two  years  have  elapsed 
since  this  road  was  opened,  and  the  earnings  foot 
up  as  follows : 

For  the  year  ending  30th  Sept.  1862  $241,426  46 
Po        do  do  1853     402,154  43 


Increase  (over  66  per  cent.) $160,728  01 

The  prospect  is,  that  the  increase  for  the  present 
year  over  that  just  closed,  will  equal  that  over  the 
year  preceding.  ' 

The  capital  stock  paid  in  cash,  at  par, 

i,...:.  ., $2,100,000 

Its  outstanding  unconvertible  bonds 

am'tto 600,000 

Its  reserved  fund  (the  Ist.  Aug.  1863) 

Mn'tto, 62,829  16 


$2,662,829  16 
The  disbursements  of  the  Company  for  the  prop- 
erty now  held,  are— 

For  Construction  Account $2,044,423  % 

For  Equipment 381,146  04 

For  Real  EsUte 234,083  04 


$2,669,663  04 
The  Cincinnati  Gazette  of  Oct.  11th  says  of  this 

road: 

The  country  through  which  this  road  passes  is 
not  surpassed  in  the  West  for  fertility  of  soil,  extent 
of  water  power,  or  density  of  population.  The 
running  connections  made  with  other  lines  north 
and  west,  secure  to  the  Cincinnati,  Hamilton  and 
Dayton  road  the  traffic  of  equally  fertile  countries 
In  the  north  and  in  Indiana,  with  their  natural  and 
accustomed  market  in  Cincinnati.  In  addition  this 
road  has  a  large  through,  business  with  the  East. 
With  these  elements  of  large  and  constantly  in- 
creasing business,  it  is  evident  that  a  second  track 


willl)e  7iecessary  for  its  accommodation  as  soon  as  it 
can  be  completed.  The  true  interest  of  the  stockhol- 
ders in  the  road,  therefon,  require  the  loan  to  be 
made.  The  only  remaining  enquiries  which  ad- 
dress themselves  to  capitalists,  are— Will  an  in- 
vestment in  these  bonds  be  a  safe  one  1  Will  it  be 
profitable  / 

In  relation  to  the  lirst  question,  it  may  be  re- 
garded as  useless  to  add  anything  to  what  is  said 
above.  The  road  is  well  built,  and  in  most  ex- 
cel lent  condition,  and  can  be  kept  so  at  a  little  com- 
parative cost.  The  grades  on  it  are  very  low,  and 
the  proportion  of  straight  line  is  so  large  that  there 
can  be  no  doubt  the  business  on  it  can  be  done 
with  as  little  expense  of  motive  power  and  money, 
as  on  any  other  road  in  the  country.  The  finan- 
cial condition  of  the  company  is  good,  its  machi- 
nery is  good  and  new,  and  the  real  estate  held  by 
it  is  steadily  increasing  in  value.  Add  to  these  the 
certain  present  aud  prospective  eAyzntagea  of  the 
road  and  there  can  be  no  doubt  whatever,  that  in- 
vestments in  their  bonds  will  be  safe.  The  half 
yearly  interest  will  be  promptly  met,  and  the  prin- 
cipal be  certainly  paid  at  the  maturityof  the  bonds. 

As  to  the  profit.  The  capitalists  will  look  to  the 
rate  of  half  yearly  interest,  and  the  time  the  bonds 
have  to  run.  The  interest  is  7  per  cent.,  payable 
half  yearly,  and  the  bonds  have  more  than  twenty- 
five  years  to  run.  Such  securities  should  com- 
mand, and  where  known,  will  command  a  high 
premium  from  persons  who  seek  investments  of  a 
permanent  character,  to  secure  a  certain  income. 
The  interest  is  as  high  as  first  class  stocks  pay. 


Increased  Value  ot  Laud  on  tlic  Hannibal  A 
St.  Joseph  Kailioad. 

James  M.  Bucklin,  Chief  engineer  of  this  road, 
has  estimated  the  value  of  the  lands,  owned  by  the 
company  by  right  of  the  grant  made  by  the  State 
of  Missouri,  and  has  addressed  a  letter  to  the  pre- 
sident of  the  Hannibal  and  St.  Joseph  railroad 
containing  the  result.  The  estimates  are  given  for 
the  value  of  the  lands  upon  the  copipletion  of  the 
road,  and  are  based  upon  the  present  value  of 
iand^  of  similar  quality  situated  within  similar  dis- 
tances of  such  facilities  of  transportation  as  are 
aflorded  by  the  Missouri  and  Mississippi  rivers, 
facilities  which,  considering  the  difficulties  of  ap- 
proaching these  rivers  through  the  bottom  lands, 
and  the  uncertainty  of  the  navigation,  areevident- 
ly  inferior  to  those  which  the  proposed  railroad 
will  give.  The  engineer  has  also  ascertained  that 
LO  improved  lands  held  in  private  ownership  on 
the  line  of  the  road  can  be  had  for  less  than  $12 
p^r  acre,  while  all  entered  unimproved  lands  are 
TAlued  at  $4  per  acre. 

The  estimates  show  an  average  valuation  of  the 
800,000  acres  at  $10  per  acre  as  follows : 

1.  Lands  of  special  value  as  coalfields 
quarries,  minerals, etc.,  or  from  prox- 
imity to  towns;  100,000  acres  at  S20.$2,000,000 

2.  Superior  agricultural  (lualities  and 
locaUons,  160,000  acres  at  $15 2,260,000 

3.  Good  agricultural  qualities,  260,000 

acres  at  $10  per  acre 2,500,000 

4.  Low  agricultural  qualities,  200,000 

acres  at  $5  per  acre 1,000,000 

6.  Inferior  lands,  100,000  acres  at  $2.- 
60per  acre 250,000 


Aggregate  valuation  of  800,000  acres ..  $8,000,000 
Some  of  the   considerations  which  have  influ- 
enced Mr.  Bucklin's  estimate  in  comparing  the 
value  of  these  lands,  within  fifteen  miles  of  the 


railroad,  with  others  within  equal  distance  of 
the  great  rivers,  are  their  superior  location  on  the 
score  of  health,  and  thai  the  railroad  depots,  to  be 
located  generally  ou  the  ridges  between  the  streams 
crossed  by  the  road,  will  be  easier  reached,  as 
there  are  facilities  for  building  good  roads  to  them 
to  be  passable  at  all  seasons  with  heavy  loads. 

From  personal  examination  Mr.  Bucklin  has 
found  these  lands  to  be  uf  a  very  fertile  character, 
comprising  hemp  and  tobacco  lands  of  superior 
productiveness.  Coal  fVom  the  North  Missouri 
mines,  contiguous  to  the  route,  has  also  been  found 
in  large  quantities,  and  is  pronounced  by  Mr. 
Bucklin  to  be  fully  equal  to  the  best  specimens 
from  the  Pittsburgh  mines.  .  .      -^.  ^ 

Jllannfuetnre   of  liOtooinetlve*  in  the    'West* 

Our  numbers  of  the  Journal  of  the  30th  July 
and  27th  August  last,  contained  lengthy  arti- 
cles upon  the  above  subject,  wherein  we  took  the 
ground  that  the  proper  seat  for  such  manufactures, 
where  carried  on  for  the  purpose  of  supplying  the 
western  market,  was  at  the  West.  Those  articles 
were  written  upon  our  own  convictions  of  the  fa- 
cilities possessed  by  the  large  western  towns  for 
carryinjr  on  this  busine.ss,  and  of  the  ample  pat- 
ronage which  their  productions  would  command. 
We  had  never  visited  personally,  the  ground  of 
whose  advantages  we  were  so  confident.  Since 
then,  however,  we  have  been  enabled  to  visit  most 
of  the  points  which  we  had  indicated  as  eligible 
for  commencing  locomotive  building,  and  our 
opinions  have  been  fully  confirmed  by  what  we 
have  seen. 

We  gave  our  remarks  especial  reference  to 
Detroit,  as  we  were  well  convinced  of  the  access 
to  the  materials  which  is  afforded  by  her  position, 
the  extent  and  certainty  of  her  market,  and  quite 
as  much  from  having  been  assured  that  some  of 
her  most  enterprising  men  were  anxious  for  the 
commencement  of  such  an  enterprise,  aud  were 
ready  and  willing  to  assist  in  its  prosecution.  The 
character  of  tho  work  which  they  proposed,  it 
being  of  the  largest  class,  gave  it  additional  im- 
portance in  our  estimation,  and  led  us  to  look  upon 
it,  not  as  an  ordinary  enterprise  of  its  kind,  but  as 
an  extensive  work,  such  as  would  elloct  important 
changes  in  the  supply  of  equipments  for  Western 
roads,  and  prove  alike  profitable  to  its  proprietors 
and  advantageous  to  Detroit  generally.  It  em- 
braced all  the  details  involved  in  the  manufacture 
of  Engines,  from  the  conversion  of  tlie  ore  to  the 
completely  finished  locomotive,  contemplating  a 
permanent  investment  of  upwards  of  of  half  a  mil- 
ion  of  dollars. 

Our  visi^  to  Detroit  convinced  us,  that  if  capital 
for  the  complete  deve'opement  of  this  enterprise 
could  not  be  at  once  commanded,  it  was  still  cer- 
tain that  the  best  use  would  be  made  of  the  avail- 
able means  in  reach,  and  we  found  the  neuclus  of 
the  proposed  works  already  established  and  active 
measures  in  progress  for  the  ultimate  completion 
of  all  the  important  features  of  the  plan. 

This  enterprise  has  been  presented  to,  and 
promptly  acted  upon  by  active  business  men  in 
Detroit,  by  reason  of  the  general  dependence  of 
Western  roads  upon  Eastern  manufactories,  and 
more  directly  by  encouragements  from  long  and 
important  roads  in  their  immediate  vicinity.  The 
Michigan  Central  Railroad,  now  operating  nearly 
300  miles,  is  insufficiently  stocked  with  motive 
power,  much  of  which  is  besides  of  An  inferior 
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cIms.  Tbe  Oaklaud  aud  Ottawa  road  will  require 
»n  equipment  of  rolling  stock  and  motive  power 
of  one  million  dollars  value,  and  the  patronage 
Trbicb  this  company  would  ^re  to  an  establish- 
ment located  in  Detroit,  at  the  principal  terminus 
of  their  road,  and  in  fact  beside  their  very  track, 
-would  be  measured  only  by  the  extent  of  this 
want  and  of  the  ability  of  such  a  work  to  supply 
it.  The  large  number  of  roads  in  the  States  of 
Indiana,  Illinois,  and  Wisconsin,  which  will  require 
first  equipments,  and  subsequent  additions  of  En- 
gines, are  in  direct  communication  with  Detroit  by 
roads  of  their  own  gauge,  an  important  fact  in  the 
transportation  of  locomotives.  The  roads  in  the 
Canadas  would  find  Detroit  also,  a  most  conven- 
ient and  accessablc  source  of  supply  for  engines, 
and  a  large  part  of  the  uusuppiied  equipment,s  for 
the  Great  Western  line,  we  have  reason  to  believe, 
could  be  immediately  secured  there.  These  lines 
are  generally  willing  to  pay  the  price  of  Eastern 
engines  with  expense  of  transportation  added,  the 
ordinary  cost  of  transportation  being  assumed, 
which  is  sufficient  for  the  protection  of  the  West- 
ern manufacturer,  while  the  saving  to  these  roads 
in  special  cases  of  high  freights  and  insurance, 
would  add  to  the  inducement  for  them  to  give 
their  patronage  near  their  own  lines. 

The  materials  to  be  used  will  be  of  the  most  su- 
perior quality,  and  will  be  ultimately  furnished  at 
a  lower  cost  than  materials  of  equal  quality  can 
be  furnished  at  any  point  in  the  East.  The  Lake 
Superior  Iron,  which  has  become  generally  noted 
throughout  the  country  for  its  extraordinary  purity, 
ductility  and  cohesion,  is  here  reached  by  the 
shortest  means  of  communication.  There  is  no 
iron  in  the  world  so  well  adapted  to  the  important 
purposes  of  locomotive  construction,  and  none 
which  would  afford  so  powerful  a  recommendation 
to  the  parties  using  it.  This  iron  will  afford  a 
large  profit  to  the  manufacturers  when  sold  in 
Detroit  at  $60  a  ton.  The  forgings  from  this  iron 
would  ultimately  be  made  in  Detroit,  while  there 
is  already  a  forge  at  Cleveland,  ample  to  supply  a 
shop  doing  a  moderate  business,  and  until  a  large 
and  established  manufacture  would  support  a 
larger  establishment  upon  the  spot. 

The  best  copper,  rolled  into  sheets,  will  be  sup- 
plied in  the  city  at  a  less  cost  than  to  Eastern 
works,  the  erection  of  the  necessary  buildings  and 
machinery  being  decided  upon  by  the  Waterbury 
and  Detroit  copper  company. 

The  skUl  necessary  for  constructing  engines  of 
superior  design  and  workmanship,  it  is  well  set- 
tled, can  be  immediately  brought  on  to  the  ground. 
The  present  shops  of  the  Michigan  Central  compa 
ny  and  of  other  parties  in  Detroit,  attract  a  large 
number  of  mechanics  from  the  East,  and  others 
have  expressed  themselves  willing  to  go  there 
npon  moderate  inducements.  Able  and  experi- 
enced engineers  and  designers,  upon  whose  servi- 
ces much  of  the  reputation  of  such  works  must 
necessarily  depend,  have  been  engaged,  and  it  is 
confidently  expected  that  engines  of  a  class  supe- 
rior to  much  of  the  Eastern  work,  will  be  produc- 
ed in  Detroit  nt  a  cost  which  will  leave  a  very 
profitable  margin  >vithin  the  prices  offered  by 
neighboring  roads 

The  estimates  for  the  cost  of  locomotiveb  built 
at  Detroit  have  been  so  fully  given  that  it  is  not 
necessary  here  to  repeat  them,  and  it  is  suflBcient 
to  remark  that  the  direct  outlay  for  labor  and  ma 


terials  will  not  exceed  the  cost  assumed  in  our 
number  of  August  27th,  which  was  £6800  each. 
The  prices  of  materials  will  not  exceed  S3800,  as 
has  been  determined  by  actual  offers  of  parties 
supplying  iron,  copper,  castings,  tires,  tubes,  etc., 
while  $.3000  is  generally  admitted  to  be  a  large 
allowance  for  labor,  being  20  per  cent,  more  than 
is  paid  by  most  Eastern  establishments  for  en- 
gines of  the  class  and  capacity  assumed  in  our  es- 
timates. For  this  description  of  engine  from 
S8500  to  t9000  is  readily  paid  by  western  rail- 
roads, from  which  after  deducting  all  expenses  of 
carrying  on  an  establishment,  and  delivering  and 
starting  locomotive,  a  profit  of  $1600  is  left  upon 
each  engine,  which  npon  the  capacity  of  capital 
and  machinery  of  t300,000  value  would  be  fully 
S10O,0O0  per  annum. 

The  works  projected  and  in  progress  have  been 
undertaken  chiefly  by  0.  M.  Hyde  Esq.,  of  Detroit, 
and  are  described  as  follows  in  a  recent  number 
of  the  Detroit  Tribune : 

We  have  stated  that  Mr.  Hjdc  air.  ady  has  a 
new  and  substiintial  machine  shop  100  by  50  feet 
in  addition  to  liis  old  foundry.  We  have  .ilso  sta- 
ted, that  he  li.is  determined'  to  make  some  very 
extensive  adilitions  to  his  present  building-;.  The 
plana  of  such  buildings  have  been  shown  us, 
and  the  contract  has  been  made  tor  the  work, 
which  is  to  be  commenced  immediately,  or 
has  been  commonced,  and  which  is  to  bo  completed 
in  the  least  possible  time.  These  additions  are  to 
consist  of  an  e\'ten.sion  of  the  main  building  on  At- 
water  street,  12.")  feet  long  by  50  feet  wide,  making 
with  the  pn-.scnt  shops  a  front  of  225  feet  by  bO  on 
Atwater  street,  a  wiug  on  one  end  running  back 
to  Pine  street  200  feet  by  50  feet  aud  thence  an 
extension  of  the  .same  wing  along  Pine  street  of 
110  by  75  feet,  ami  from  the  other  end  of  the  main 
building  also  rnntiin^  back  to  Pine  street,  another 
wing  50  feet  by  200  feet,  leaving  a  large  square  in 
the  centre  for  storage,  &.C..  and  foi  a  branch  of  the 
Oakland  (t  Ottawa  Kailroad  which  is  to  run  through 
the  building  to  those  in  front  of  it  on  the  river. 

These  extensive  additions,  all  of  which  are  to 
be  three  stories  high,  ar«  intended  solely  for  the 
manufacture  of  locomotive  engmes,  and  from  the  ca- 
pacity of  the  building,  taken  in  connection  with  those 
he  now  has,  our  readers  will  see  that  the  plan  is 
on  the  most  enlarged  scale,  extending  in  length 
735  feet,  and  the  whole  covering  39,600  feet  of 
ground.  These  three  wings,  as  we  have  seen,  are 
to  be  erected  this  season.  But  these  are  only  a 
portion  of  the  plan,  Mr.  Hyde  has  in  view.  They 
are  preparing  to  erect  another  building  in  front  oJ 
those  we  have  described  above,  between  Atwater 
street  and  the  river,  76  by  260  feet,  designed  for 
a  forge  and  rolling  mill.  Here  will  be  made  the 
iron,  exclusively  from  Lake  Superior  ore,  required 
for  their  locomotives,  their  steam  engines  and  other 
machinery.  They  are  also  preparing  to  commence 
on  a  large  scale,  the  coppersmith,  the  tin  and  sheer 
iron  business,  and  a  brass  foundry. 

When  these  enterprises  are  carried  into  success- 
ful execution,  as  they  will  be  as  early  in  the  next 
season  as  it  is  possible  for  them  to  he  completed, 
they  will  require  and  employ  a  capital  of  over 
S600,000  will  furnish  employment  for  500  men  the 
yearround,and  useannually  ISOOtonsof  pigandoOO 
tonsof  wronght  iron.  This,  of  course,  is  but  an  imper- 
fect estimate  ofthe  exteMof  the  operations  contem- 
plated by  Mr.  Hyde,  butiT^pproximates  the  truth, 
and  will  serve  to  show  our  citifceus  that  the  most  en- 
largedand  liberal  measures  have  been  commenced 
for  making  Detroit  a  great  iron  manufacturing  mart, 
and  for  securing  to  our  city  and  state  some  of  the 
very  important  advantages  they  possess  in  the  in- 
exhaustible mines  of  iron  and  copper  ore  of  the 
Lake  Superior  country. 

Our  reasons  for  especial  attention  to  Detroit  as 
4  point  for  the  manufacture  of  r^lroad  machinery 
are  her  superior  facilities  and  market,   and  stil, 


more  that  more  has  been  done  toward  establishing 
this  business  there  than  elsewhere.  It  is  aimed  to 
establish  a  great  work  there,  such  as  shall  fix  a 
reputation  for  itself  throughout  the  west ;  and  no 
other  place  can  necessarily  be  injured  thereby  as 
the  demand  for  railroad  machinery  in  the  west  will 
not  be  met  by  any  probable  present  investments 
for  a  nomber  of  years.  For  similar  reasons  w« 
should  urge  Chicago  as  another  point  for  the  cota- 
mencement  of  a  great  enterprise,  were  we  bat  as- 
sured that  any  of  her  active  men  would  second  our 
efforts.,      .. 


Sinking  Piera  hy  the  Pncnntatic  ProcesSt 

A  correspondent  of  the  Wilmington  (N.  C.)  Com- 
mercial gives  an  account  of  the  manner  of  sinking 
the  piers  for  the  bridge  of  the  Wilmington  and 
Manchester  Railroad  across  the  Great  Pee  Dee 
River.  The  engineer  of  the  road  is  Mr.  L.  T.  Flem- 
ming,  and  this  work  has  been  so  far  successfully 
carried  forward  under  his  direction. 

Thejlocality  where  the  bridge  was  to  be  built  pre- 
sented many  difiScalties  that  would  have  rendered 
its  being  built,  by  the  method  long  adopted,  very 
insecure.  It  was  determined  to  give  a  trial  to  a 
novel  method  that  had  proved  successful  in  Europe, 
in  all  similar  cases,  to  the  locality  of  the  one  con- 
templated on  the  Fee  Dee. 

The  difficulties  to  be  met  with  were  a  sbifUog 
bottom,  a  rapid  current,  and  freshets  rising 
twenty  feet  in  a  few  hours,  and  their  conse- 
quences. 

The  new  method  adopted  of  constructing  piers 
for  the  support  of  the  railroad  was  that  of  sink- 
ing hollow  iron  cylinders,  made  up  of  sections  of 
nine  feet  long,  six  feet  in  diameter,  and  one  inch 
thick,  with  proper  internal  fianches  fastened  by 
screws. 

The  power  to  be  used  and  contemplated  by  the 
patent  in  order  to  force  the  cylinders  down,  was 
the  pressure  of  the  atmosphere  on  the  closed  head 
of  the  cylinder,  afler  a  vacuum  was  produced  in 
it,  by  means  of  exhausting  pumps  moved  by  a 
small  steam  engine. 

This  plan  does  very  well  a.s  long  as  the  cylinder 
has  to  pass  simply  through  beds  of  mud,  clay, 
drift  of  sand  and  gravel  and  the  like ;  but  if  it 
meets  with  a  solid  obstacle,  such  as  logs,  large 
stones,  and  the  like,  the  edge  of  the  cylinder  not 
being  able  to  cut  them,  as  it  does  the  sand,  it 
comes  to  a  stand  still,  though  it  has  not  as  yet  ar- 
rived to  the  solid  stratum  that  has  been  previous- 
ly ascertained  to  exist  by  boring,  aud  on  which  the 
cylinder  is  ultimately  to  rest. 

Such  obstacles  presented  themselves  in  the  way 
of  the  very  first  cylinder  that  was  attempted  to  be 
forced  down.  It  was  therefore  necessary  to  go 
down  to  the  bottom  of  the  cylinder  and  to  re- 
move the  obstructions,  of  whatever  nature  they 
m'ght  prove  to  be.  To  do  this,  it  was  necessary 
to  empty  the  cylinder  of  its  contents  of  water, 
mud,  «aud,  d&c. 

It  was  soon  found  that  they  could  uot  proceed 
much  lower  than  the  surface  of  the  water  of  the 
river  outside,  without  being  inundated  inside  by 
the  pressure  of  water  ofthe  river  forcing  the  water 
through  the  bed  of  the  river  under,  aud  theucc 
into  the  cylinder. 

In  order  to  be  able  to  proceed  further  down  in 
the  removal  of  the  obstacles,  it  was  indispensa- 
bly necessary  to  oppose  this  force  and  stop  the 
leakage. 

The  principle  of  the  patent,  of  course,  could 
not  avail,  for  the  greater  the  vacuum  inside,  the 
greater  was  the  rush  of  water  into  tlie  cylinder. 

The  talented  and  ingenious  engineer  of  the  rail- 
road, L.  T.  Flemming,  soon  saw  that  unless  be 
employed  a  power  diametrically  opj)06ed  t!o  the 
one  already  used,  that  he  would  be  completely 
foiled  in  the  undertaking.  He  therefore,  reversed 
the  whole  action  of  his  machinery,  and  by  forcing 
air  into  the  cylinder,  equal  to  twenty  pounds,  or 
less,  to  the  square  inch,  he  forced  the  water  out 
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of  the  cylioder,  and  afterwards,  witblescpres^urf. 
continued  to  keep  the  cylinder  perfectly  dry — en- 
abling men  to  stand  on  the  bottom,  and  remove 
every  obstacle  in  the  way. 

In  this  indispensable  condition  of  affairs,  the 
laborers  within  the  cylinder  are  all  the  time  undei 
a  pressure  of  ten  to  fifteen  pounds  to  the  square 
inch,  as  indicated  by  a  mercury  gauge. — This  state 
of  pressure  on  the  tympanum  of  the  ear,  and  sur 
face  of  the  eyes,  causes  some  pain ;  out  a  beara- 
ble one  under  a  pressure  of  twelve  or  fifteen 
pounds  to  the  square  inch  ;  for,  I  went  myself,  in 
the  cylinder,  under  these  circumstances,  and  ex- 
perienced no  inconvenience  for  the  space  of  two 
hours  that  I  remained  in  it. 

By  this  time,  the  third  cylinder  is  fairly  and 
iolidly  resting  on  firm  foundati«in,  completing  the 
western  pier.  There  are  four  more  lylinders  to 
form  the  eastern  pier,  and  the  great  difficulty  of 
establishing  this  bridge  will  be  over:  for  the  mere 
filling  the  cylinders  with  concrete,  hydraulic 
cement,  and  .«i|r>nfs,  presents  no  diflBculty,  and  the 
wood  work  of  the  platform,  die.  &c.  presents  still 
less. 


HartflBrd  »nil   Ife«v  Havea   Rallroail. 

We  have  the  eighteenth  annual  report  of  the 
Directors  of  this  company  which  gives  the  follow- 
ing statement  of  its  operations  for  the  year  end- 
ing August  31,  1863 

The  income  of  the  Company  for  year  ending 
August  3Ist,  1853,  is  as  follows  : 

From  Passengers S406,173  38 

"      Freight 200,154  36 

.   "      RenU,    Steara- 


J200 ,000,  which,  togetherwith  the  amount  already  stroke.  The  trucks  are  strong,  the  wheels  being 
luthorized  by  a  vole  of  the  stockholders,  will  bel,^  novel  combination  of  the  spoke  and  plate  forms, 
sufficient  to  complete  the  double  track  and  pay  off  j,,^  ^^^  ^  ^  j^.^  j^  ^  ^^jj  ^^  ^^  ^,. 
aM  the  Loans,   and  also  the  outstanding  Bonis  ofi     . ,,  .    ^       ,  .,       ^  .  .  _ 

the  Company  due  in  February  next.  The  whole  ^^^llshed,  while  their  appearance  is  very  fine. 
cost  of  the  road  and  equipmont,  with  it.s  douiile  The  bearings  arc  of  ample  size,  being  all  of  7 
track  complete,  will  then  be  reproscutrd  by  8*2,-^ inches  length,  and  those  of  the  trucks  4  inches  in 

360,000  of  Capital  Stock,  and  a  funded  debt  con- Ljiameter.  The  boiler  has  an  elevated  crown 
■listing  of  SI, 'XH),000  SIX  iwr  cent.  Bonds,    having    v      »       .  ,  .  ir    j.        »       .i  i 

twenty  vears  to  nm,  secured  by  a  first  and  ordy  j^^^^*  and  large  dome,  affording,  together,  a  large 

mortgage  upon  the  road. 
The  Directors  chosen  at  the  stock iiolder's  meet 


ing  14th  Sept.,  1853  were  as  follows  : 

Charles  F.  Pond,  Charles  Bos*ell,  Hartford, 
Conn.;  Cornelius  Vanderbilt,  John  A.  Robinson, 
Thos.  S.  Gibbes,  New  York  City;  Chester  W. 
Chapin,  Springfield,  Mass. ;  James  S.  Brooks, 
Meriden,  Conn. ;  Ezra  C.  Reiid,  New  Haven,  Conn. : 
William  Jarvis,  Middletown,  Conn. 


boats.     Mails 
and  Expresses 


34,201  26 


The  expenditure  for 
the  same  perioil  fur  ope- 
rating and  repairs  of 
road,  repairs  of  equip- 
ment and  incidental  ex- 
penses, is .^304,180 

Interest  paid  on  Loans 
and  Bonds 41,079 


»639,628  98 


16 


62 


S345,269  78 


S294,269  20 

Receipts  for  Passengers  &  Freight, 
1863 S60o,327  73 

Receipts  for  Passengers  &  Freight, 
1862 668,930  19 


S36,397  64 

The  whole  number  of  pa.ssengers  conveyed  on 
the  road  during  the  year,  is  510,539. 

The  number  of  miles  run  by  Freight  and  Pas- 
senger Trains,  is  282,394 :  by  Gravel  and  Wood 
Trains,  30,555 ;  making  a  total  of  312,949  miles. 

The  receipus  for  the  pjist  year  show  a  large  and 
gratifying  increase,  notwithstanding  the  extreme- 
ly low  fares  which  prevailed  tor  more  than  half 
the  year  upon  the  three  principal  steamboat  lines 
between  Boston  and  New  York. 

The  income  from  freight  exhibits  a  large  gain 
over  former  years,  and  shows  that  this  road  pos- 
sesses a  constantly  increasing  business  in  that  de- 
partment and  which  is  to  a  great  extent  independ- 
ent of  competition  from  any  source  whatever. 

A  double  track  will  bo  completed  upon  the 
entire  line  between  New  Haven  and  Springfield  by 
the  first  of  December  next.  This  ha.s  been  ren- 
dered indispensably  necessary  by  the  constantly 
increasing  business  of  the  road,  and  will  tend  ma- 
terially to  its  accommodation.  The  line  will  then 
be  fully  equal  to  any  in  the  country  in  its  facilities 
for  transacting  an  extensive  and  continually  ex- 
panding traflic,  with  safety,  regularity  and  dis- 
patch. 

The  issue  of  800  Bonds  of  SIOOO  each,  author- 
ized at  the  last  annual  meeting,  for  the  purpose  of 
constructing  a  double  track,  has  been  partially  dis- 
poseil  of  upon  satisfactory  terms.  A  mortgage 
upon  the  road  for  51.000,000  has  been  executed, 
and  the  Directors  recommend  the  ftirther  issue  of  running  forward  with  expansion  adjusted  for  half 


Ke'vv  Xi*oo motive. 

On  Thursday  of  last  week,  we  ha«l  the  pleasure 
of  witnessing  the  performance  of  a  locomotive  of 
superior  construction,  just  completed  at  the  works  |  P*<^''y  ^^  cyhnders 
of   William  Mjtson   and   company,   of    ~ 
Massiichus«:tts. 

It  was  built  for  the  Jeffersonville  Railroad,  of 
Indiana,  and  wa."*  named  "William  G.  Armstrong" 
in  compliment  to  the  president  of  that  road. 

As  this  engine  presents  features  of  especial 
value  in  the  construction  of  locomotives,  besides 
being  among  the  first  productions  of  a  recent  en- 
terprise, commenced  on  a  large  scale  in  Taunton, 
we  deem  an  extended  notice  to  be  alike  valuable 
to  our  readers  and  creditable  to  the  builders. 

The  engine  is  outside  coimected,  lias  13,^  inch 
cylinders,  and  22  inch  stroke — the  cylinders  being 
laid  horizontally ;  has  four  drivers  six  feet  in  di- 
ameter, and  four  trucks.  The  valve  motion  is 
that  of  the  shifting  link,  adjusted  to  equalize  the 
admission  of  steam  on  both  strokes,  and  under 
each  grade  of  expansion. 

The  boiler  has  been  brought  down  to  within  a 
very  short  distance  from  the  driving  axle,  the 
cylinders  are  laid  exactly  level,  exerting  no  up- 
ward strain  whatever ;  the  drivers  have  been  ac- 
curately balanced ,  opposite  to  the  disturbing  forces; 
and  the  trucks  have  been  placed  at  a  distance  of 
5  feet  between  centers,  by  which  the  action  of  in- 
equalities on  the  rails  are  divided,  and  more  ab- 
sorbed in  the  trucks  than  where  these  are  nearer 
together.  The  result  of  those  dispositions  is,  that 
the  engine  is  as  steady  as  any  inside  connected 
engines  that  have  been  built,  and  this  being  illus- 
trated, as  it  is  in  this  case,  in  S'eir  England,  may 
effect  some  improvements  in  the  motive  power  of 
those  roads  who  adhere  so  persevereingly  to  the 
crank  engine. 

The  niat*.Tials  used  in  the  construction  are  of 
the  best  description,  the  boiler  being  made  entire- 
ly from  Lowmoor  plates,  whilo  the  heavy  forglngs 
from  Salisbury  and  Glendon  iron,  are  fine  speci- 
mens of  smith  work.  The  mechanical  finish  of 
the  engine  is  also  suiterior. 

In  the  details  of  the  engine  there  is  much  to 
commend.  The  frame  is  light,  strong,  and  parti- 
cularly well  fitted  together.  The  attachment  of 
the  cj^linders  is  particularly  neat,  simple  and 
strone.  The  foot  board  is  of  wrought  iron,  and 
there  is  generally  little  "dead  weight"  in  any  part 
of  the  work.  The  link  motion  is  well  got  up,  and 
a  new  principle  of  suspension  is  taken  advantage 
of,  whereby  all  slip  of  the  block,  at  the  point  most 
worked  upon,  is  avoided.     This  point  occurs  when 


amount  of  steam  room.  The  pumps  are  provided 
with  air  chambers  of  ample  capacity  on  both  their 
forcing  and  suction  sides.  The  cylinder  covers 
are  cast  hollow  as  a  protection  against  the  radia- 
tion of  heat. 

On  the  whole  we  regard  this  as  a  model  encine, 
combining  great  beauty  of  design  with  excellencp 
of  workmanship.  It  is  stron^^,  light,  and  esp'-ei  il 
ly  simple.  Its  evaporative  and  commnnicatinf 
capacity  is  ample,  the  furnace  and  steam  passages 
l>eing  unusually  large  for  engines  of  the  same  ca- 
It  is  especially  adapted  for 
Taunton  •  running  steadily,  and  combines  we  think,  every 
thing  which  would  aid  in  this  result. 

Its  performance  was  extremely  satisfactory.  It 
was  run,  alone,  at  great  speed  over  the  Taunton 
Branch  Railroad,  and  with  the  greatest  steadi- 
ness, there  being  no  perceptible  fore  and  aft  mo- 
tion and  the  forward  end  of  the  engine  ranging 
constantly  in  a  true  line  with  the  rails.  It  took  a 
heavy  train  over  the  Taunton  Braneh  road,  12 
miles  in  23  minutes,  including  3  stops ;  which  for 
an  engine  fresh  from  the  shop,  with  an  engineer 
unacquainted  with  the  road,  must  be  allowed  to 
be  a  good  i>erformance. 

Messrs.  Mason  &  Co.,  have  erected  shops  of  the 
largest  capacity  in  connection  with  their  present 
well  known  machine  works,  and  will  be  enabled, 
on  the  completion  of  their  arrangements  non  in 
hand,  to  complete  a  locomotive  every  week.  Mr. 
Masons'  reputation  has  been  long  fixed  as  a  singu- 
larly successful  inventor  and  builder  of  cotton 
machinery  and  machinists'  tools,  and  his  practical 
and  scientific  talent  and  fine  taste  will  show  them- 
selves especially  in  this  new  enterprise,  of  which 
there  is  no  better  evidence  than  what  he  has  al- 
ready accomplished  in  the  work  which  is  the  sub- 
ject of  these  remarks. 

We  would  especially  recommend  the  officers  of 
any  of  our  roads,  in  want  of  motive  power,  to  visit 
Mr.  Masons'  establishment  and  examine  his  works, 
fixtures,  and  the  improvements  he  is  constantly 
making  in  the  business,  having  full  confidence  that 
in  the  character  of  his  work  and  his  terms  they  will 
find  entire  satisfaction. 


The  Board  of  Public  Works,  convened  in  Rich- 
mond, adjourned  on  the  6th  inst.  after  a  session  of 
three  days. 

The  reports  made  to  the  Board  by  the  Superin- 
tendents and  Engineers  in  the  service  of  the  State, 
indicate  a  prosperous  condition  of  her  improve- 
ments now  in  progress.  Contractors  have  com- 
menced work  on  the  Western  division  of  the  Cov- 
ington and  Ohio  Railroad,  and  an  effort  will  be 
made  to  let  to  contract,  during  this  year,  fifly 
miles  of  the  Eastern  Division  of  that  road. 

For  the  first  time,  the  Board,  at  their  session, 
appointed  directors  on  behalf  of  the  State  in  the 
James  River  and  Kanawha  company.  The  fol- 
lowing gentlemen  were  appointed:  Samuel  C 
Robinson  of  Botetourt^  Daniel  H.  London  of  Rich- 
mond, Francis  B.  Deane  Jr.  of  Lynchburg. 
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BalanclBK  Locomotive  DrlTvrs. 

We  perceive  that  the  Taunton  Locomotive  Man- 
ufucturing Company,  have  resumed  the  old  mode 
of  baUncing  the  driving  wheels  of  their  engines, 
after  having  sent  out  nine  or  ten  engines  balanced 
on  the  "new  principle."  The  Lowell  machine 
shop,  we  have  also  noticed,  has  sent  out  several 
inside  connected  engines  balanced  upon  the  plan 
which  the  Taunton  company  lately  tested.  We 
saw  two  of  their  engines  upon  the  Qalenaand  Chi. 
cago  Railroad,  which  were  balanced  with  weights, 
the  centre  of  gravity  of  which  was  51 J  degrees 
past  the  radius  opposite  to  the  crank  pin,  and 
what  was  still  worse,  the  balances  were  cast  in, 
whereby  it  is  difficult  to  remedy  the  defect  with- 
out throwing  aside  the  wheels.  The  master  me- 
chanic, Mr.  J»ha  Ebbert,  pronounced  them  much 
less  steady  than  the  large  outside  connected 
engines  on  the  road,  from  the  shops  of  the  Schen- 
ectady company,  and  Rogers,  Ketchum  Sl  Grosve- 
nor. 

From  the  fact  that  the  vertical  planes  of  motion 
of  the  disturbing  forces  do  not  occur  upon  the 
oent?ri  of  the  tread  of  the  wheels,  there  is  a  con- 
siderable leverage  exerted  by  each  crank  at  the 
opposite  ends  of  the  axle,  and  this  strain,  reduced 
to  its  elements,  according  to  the  simple  rules  giv«n 
for  that  pni[)Ose  in  Clark's  Railway  Machinery, 
gives  the  proiwr  position  of  counterweights.  For 
an  outside  connection  the  variation  of  their  center 
of  gravity  from  exactly  opposite  the  crank  jrin  is 
too  little  tjo  be  regarded ;  for  an  inside  connection 
this  is  something  to  be  considered,  but  does  not 
amount  in  most  cases  to  over  20  degrees  from  the 
usual  pasition,  or  less  than  the  distance  between 
two  adjoining  spokes  in  a  wheel  having  16  arms 


B«l<linore  and  Oltio  Railroad. 

The  revenue  for  the  month  of  September  is  as 
follows: 

Main  Stem.  Wash.  Branch.       Totals. 
Pasmsngere  348,648  93     S24,478  24      S73,127  17 
Freight...    190,66148        7,250  79        197,902  27 


1852. 


iMaiii  sU'm. 


$239,300  41    $31,729  03     $271,029  44 
These  receipts  as  compared  with  the  previous 
month  of  August,  show  the  following  result : 

Main  stem.     Washington  branch 
September....   $239,300  41  $31,729  03 

August 217,011  39  29,197  77 


hicrease..        22,289  02  2,63126 

Making  the  total  increase  of  the  receipts  of  Sep- 
tember over  August  $24,820  28.    ■ 

The  receipts  of  the  month  of  September  of  last 
year  were  as  follows  : 

Main  stem.  Wash,  branch.        Total. 
Passengers    $32,808  58     $27,056  88       $59,865  46 
Freight...    124,862  97        7,897  06       132,760  02 


$167,671  56  $34,953  93  $192,625  48 
This  shows  an  increase  in  September,  1863,  over 
September  of  1862,  of  $78,403,96  on  both  roads. 
There  was  a  falling  off  in  the  receipts  on  the  Wash- 
ington branch.  Taking  the  receipts  of  the  Main- 
stem  alone,  we  have  an  increase  this  September  as 
compan  i  with  the  September  of  l;ist  year,  as 
follows : 

Passengers.     Freights. 
Septfmber,  1853.  ;.  .,..  48,648,93        190,661,48 
SepUmber,  1852.  ......    32,808,58         124,862,97 


Increase 15,840,35  66,788,31 

The  receipts  of  the  road  in  the  year  endiiig  with 
September,  1863,  were  as  follows :  '  '■' 


October 133,187  94 

November 114.081  43 

December 133,863  G7 

1853. 

January 101,819-49 

FebruaVv 99,017  27 

March  .'. 216,267  37 

April 200,219  59 

May 204,950  01 

June 189,967  51 

July 164.140  42 

August 217,011  39 

September 239,300  41 


Washington  branch 
32,173  53 
26,867  98 
36,782  23 

27,629  10 
29,847  85 
64,153  02 
32,527  47 
32,318  66 
30,642  84 
27,170  85 
29,197  77 
31,729  03 


Total 2,013,826  50 

The  receepts  for 
year  ending  Sept. 
30,  1852,  were..    1,325,563  65 


390,940  38 


348,622  76 


Increase 688,262  f-5         42,317  57 

Model  Life  Pret>erving  Car. 

We  have  been  sho-vn  aMad.)  Railroad  Car,  with 
the  above  title,  now  i-i  the  Crystiil  P.ilace,  which 
presents  some  points  worthy  of  consideration. 

The  model  is  made  of  contiguous  steel  bands, 
bent  to  the  proper  shape  of  the  car.  Transversely 
— the  bands  extend  from  one  side  of  the  frame  to 
the  other  in  pairs,  one  precisely  over  the  other, 
and  in  a  full  size  railroad  car,  will  bo  at  equal  dis- 
tance of  from  20  inches  to  2  feet  apart. — The  single 
bands  run  in  a  Inngitudiual  direction  at  equal  dis- 
tances from  each  other,  and  pass  between  the  trans- 
verse bands, lonningwith  them,rectangular  squares. 
When  so  arranged,  the  three  .ire  firmly  riveted 
together  in  each  intersection,  thus  making  the 
whole  frame  a  complete  network — combining  in 
every  direction,  great  strength  and  elasticity — 
whence  it  is  argued  a'ld  with  much  plausibility, 
that  when  such  a  car  hapj>ens  to  be  thrown  otf  the 
track,  or  upset,  it  will  not  break,  but  owing  to  its 
great  elasticity,  will  always  keep  its  integral 
shape.    ■  "\i    .  ,,-■■     ■_'■■* . 

Another  important  feature  with  the  car,  consists 
in  a  longitudinal  bejim,  braced  or  bound  with  iron, 
extending  the  whole  length  of  the  car,  and  also 
semicircular  steel  springs  connected  with  the  floor 
and  extending  under  and  beyond  the  platform — all 
these  are  intended  to  check  or  resist  the  first 
shock  in  case  of  collision. 

In  the  cars  now  in  general  use,  it  may  be  said 
there  is  scarcely  any  elasticity  in  them,  but  rather 
a  complete  stiffness  from  one  end  of  the  train  to 
the  other,  which  is  without  doubt,  the  main  cause 
that  renders  collisions  so  fatal  to  life ;  for  when 
the  momentum  of  the  train  meets  with  a  sudden 
check,  or  obstruction,  it  is  evident  that  there 
must  be  a  perfect  wreck  somewhere  until  the  shock 
be  overcome  or  exhausted. 

In  the  proposed  steel  car,  it  is  clearly  shown 
that  by  putting  powerful  springs  between  all  the 
cars  and  freight  cars  in  the  train,  autl  each  of  these 
springs  to  extend  from  3  to  4  feet  under  and 
beyond  each  platlbnn,  as  this  can  be  easily  done 
without  inconvenience, — it  will  make,  when  taken 
collectively,  an  extent  of  70  to  80  feet  of  springs 
in  the  whole  train  and  as  these  springs  of  necessity 
will  be  the  first  to  yield  or  give  way,  the  first  shock 
in  the  collision  will  be  lost,  in  overcoming  their 
united  resistance  &c. 

There  are  still  other  advantages  connected  with 
the  above  car  of  whichwe  intend  to  speak  hereafter. 
— More  information  can  be  obtained  by  addressing 
Dr.  B.  J.  La  Mothe  461  Broome  street.  New  York. 


Marylaad* 

York  and  Cumberland  Railroad. — The  fifth  an- 
nual report  of  the  directors  of  this  company  gives 
the  following  statement  of  the  operations  of  this 
road  for  the  year  ending  July  31,  1853. 

Transportation  receipts $66,884  47 

Transportation  expenses..  .$22,660  62 
Expense  and  constmction 

accounts 13,764  60 

State  tax  on  passengers  and 

freight 2,17168 

Tolls  to  Cumberland  valley 

railroad 1,661  43—40,238  28 


Net  revenue $26,646  24 

Interest  on  bonds $12,000  00 

Two  and  a  half  per  cent, 
dividend 13,194  37—25,194  37 


Balance  net  revenue $461  87 

The  following  is  the  balance  sheet  of  the  com- 
pany to  September  Ist  1863. 

:--■■■■    'Pit  - 

Railroad $725,674  82 

Construction  and  repair  stock 6,672  81 

Cash,  bills  receivable,   general  ledger 

and  stock  debts,  forfeited  stock,  etc.      6,439  82 


C«. 


$737,787  46 


CapiUl  stock— 21,200  shares $530,000  00 

First  mortgage  bonds,  due  1870 176,000  00 

Second  do  convertible,  due  1871 25,000  00 

Profit  and  loss 7,787  46 


$737,787  46 
Balance  of  $500 ,000  loan  in  aid  of  the  Susqae- 
hanna  railroad  company. 
Db. 

Greenway  &  Co  purcha-sers $310,590  00 

Do.         for  premiums 7,060  00 

Susquehanna  railroad  company's  first 

mortgage  bond^  for  amount  i»aid . .  .    200,000  00 


$517,660  00 


C«. 


Y'ork  and  Cumberland  railroad  com- 
pany's mortgage  bonds,  guarantied 
bv  city  of  Baltimore,  due  1877,  for 
amount  sold  Greenway  &  Co $500,000  00 

Premium  on  sale  $3  63  per  ct 17,660  00 

$517,660  00 

MaysTllle  and  Big  Sandy  Railroad. 

Amid  the  difficulties  which  for  two  or  three 
months  have  attended  the  negotiation  of  Railroad 
securities,  we  are  happy  to  learn  from  the  Presi- 
dent of  this  Company  that  he  has  received  ad- 
vices fromfNew  York  of  a  negotiation  for  funds  on 
the  securities  held  by  the  Company  (County  and 
City  Bonds)  and  that  remittances  have  already 
been  made  to  him. 

The  grading  on  the  road,  under  the  faithful  exe- 
cution of  the  contractors,  has  progressed  very 
finely.  There  has  been  no  thought  at  any  time,  of 
sufiiiending  the  work,  as  was  feared  in  some  quar- 
ters. The  resources  of  the  Company  are  sufficient 
to  press  it  onward,  and  these  resources  are  being 
made  available  every  day. — The  'Board  of  Direc- 
tors embrace  our  most  able,  enterprising  and  ener- 
getic citizens,  whom  no  ordinary  difficulties  can 
daunt  or  embarrass. — The  capital  stock  of  the  Com- 
pany in  the  twelve  months,  has  increased  from 
$200,000  to  $700,000,  which  will  be  still  largely 
increased. 

Tbe  Company  have  contracted  for  5,600  ton»  of 
heavy  American-made  rails,  enough  to  lay  the  track 
from  M.iysville  to  Springvillc,  opposite  Portsmouth, 
the  delivery  of  which  will  commence  in  April  next. 
They  have  also  purchaaed  Eight  Locomoiires,  to 
tb^  delivered  next  summer  and  fall.  If  there  is  aoy 
enterprise  in  the  coimtry  that  has  progressed  with 
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AMERICAN    RAILROAD    JOURNAL. 


§re»ter  rapidity  and  energy  than  this,  we  shoald 
like  to  know  what  it  is. — MaysvUle  Eagle. 


American   Uallroad  Journal. 


•atarday,  October  33,  I8S3« 


Stock  and  Money  Market. 

ITotwithstanding  the  untoward  foreign  news, 
the  condition  of  matters  in  Wall  Street  are  no 
worse  than  last  week,  which,  under  the  circum- 
stances is  equivalent  to  being  much  bettt^-r.  After 
the  Tiolent  fluctuations  of  the  latter  part  of  the 
past  week,  the  stock  market  has  recovered  a  good 
degree  of  firmness,  with  a  deci.ed  improvement 
in  DUtny  stocks.  Erie,  which  suffered  llie  most, 
having  fallen  nearly  7  \Kir  crut.  in  one  day,  and 
toaching  69  on  Thurs'd;<y,  has  recovered  again  to 
70.  The  country  is  generally  in  a  very  healthy 
state,  our  railroads  were  never  doing  so  well,  and 
our  people  are  beginning  to  feel  that  there  is  no 
reason,  whatever,  why  tlie  value  of  railroad  stock 
should  be  made  so  dependent  upon  every  putf  of 
news  from  the  other  side,  whether  true  or  falase. 
They  are  evidently  geitins  over  their  fright,  and 
the  firmness  of  the  market  under  the  war  news 
was  a  most  encouraging  symptom.  The  good 
show  made  by  the  Bankers  helped  to  promote  a 
better  feeling.  The  comparative  statements  for 
the  week  ending  Oct.  15th,  are  as  follows : 
Oct.  «.  Oct.  15. 

889,115,883    5-87,837.277 

11,350,152 

0,461.444 

5'J,168,774 


Loans 
Specie...  10,280,090 
Circulation  9,672,067 
Deposits..    57,954,882 


*31, 278,606 

tl, 069,162 

*206,253 

tl,213,892 


*Decrease.  ! 

flncrease. 

The  positien  of  the  Banks  is  materially  improv- 
ed from  last  week. 

Notwithstanding  the  more  cheerful  looks  for 
the  future,  money  continues  in  very  active  de- 
mand, as  must  be  the  case  for  some  time  to  come. 
It  is  now  well  settled  that  supplies  from  abroad  will 
be  merely  nominal  for  some  time  to  come,  and 
that  the  demand  of  our  road.i,  such  as  are' 
nearly  completed  will  exceed  the  supply  of  domes- 
tic capital.  Companies  who  have  not  gone  so  far 
that  they  cannot  retreat,  will  do  well  to  postpone 
operations  entirely,  till  a  radical  change  in  the 
market  takes  place. 

Majrairllie  and   Bl(  Sandy   Railroad. 

We  learn  from  the  Louisville  Jour«a^  that  the  Pre- 
sident of  thi.s  road  has  eflected  the  sale  of  county 
and  city  bonds  to  large  amount.  This  will  enable 
the  Company  to  press  forward  the  work,  already 
well  advanced,  with  great  energy.  The  Company 
have  purchased  5,500  tons  of  the  best  American 
manufactured  iron,  to  be  delivered  early  in  the 
spring.  They  have  also  purchased  eight  locomo- 
tives of  great  power  and  of  the  very  be.'^t  quality. 

Clinton   and  HadUon  Railroad  Survey. 

We  understand  from  the  Telegrap/i  that  the  sur- 
vey of  this  road,  uiMier  the  direction  of  J.  H.  Ship- 
man,  is  entirely  completed  as  far  out  a*"  Shoal 
creek,  and  that  a  report  of  the  same,  embracing 
its  location,  estimates,  and  probable  amount  of  bu- 
siness, will  be  ready  by  the  end  of  this  week 

I<exingrton  and   Naya-rllle  Railroad. 

This  road  was  opened  throughout  on  Thursday, 
Oct.  6th,  the  occasion  being  celebrated  with 
mnch  spirit. 


Railway  Share  List,  .{^    i/»i. 

CompUed  from  the  latest  returns — corrected  every  Wednesday — on  a  par  vatuation  of  SIOO. 


NAME  OF  COMPANY 


Atlantic  and  St.  Lawrence.  . . 
Androscoggin  and  Kennebec. . 

Kennebec  and  Portland 

Port.,  Saco  and  Portsmouth . . 

York  and  Cumberland, 

Boston,  Concord  and  Montreal 

Concord  

Cheshire  . . . ,- 

Northern 

Manchester  and  Lawrence. . . . 

Nashua  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  Pa.s.>«unipsic. . 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  branch 

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton. . . 

Norfolk  County 

Old  Colony 

Taunton  Branch 

Vermont  and  Ma-isachosettfl. . 

Worcester  and  Nashua 

Western 

Stonington 

Providence  and  Worcester . . . 

Canal 

Hartford  and  New  Haven 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven. . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City. . 
Buffalo,  Corning  and  N.  York. 

Buffiilo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  .ind  Elmira 

Cayuga  and  Susquehanna 

Erie,  (New  York  and  Erie). . . 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal 

Rensselaer  and  Saratoga 

Rutland  and  Washington 

Saratoga  and  Washington. .  . . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley 

Erie  and  North  East 

Harrisburgh  and  Lancaster. . . 

Philadelphia  and  Reading 

Philad.,  Wilming1»n  and  Bait. 
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1,638,100 

809,878 

870,  <  41 

1,366,500 

286,747j 

l,649,278i 

1,485,000 

2,078,626! 

3.016,0:^1 

717,643! 

600,000 
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O  0 
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2,978,700  6,160,278 


S)J2 
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1,016,600 
800,000 
123,884 
341,100 
622,200 
none 
720,900 


none. 


1,007,600; 
2,480,000, 
8,600,000 
1,600,000 
392,000; 


660,000 
2,429,100 


2,064,458' 
2,180,000! 
1,469,384 
713.606 
2,540,217 
1,486,000 
3,002,094 


661,214 
1,400,000 

673,600 
1,746,616 
5,577,467 


.'.,500,000  12,000,000 
1,500,000 


700,000 


1 ,830,00(i 
4,076,974 
3,160,3'jO 
4,600,000 

421,2961 
l,501,100i 
2,850,000 
1,060,000 
3,640,00f» 

600,000' 

647,015! 
1,964,070 

260,000 
2,140,5.36 
1,134,000 
6,160,000 

1,467,560 


160,000 

390,000 

426,000 

171,800 

193,600 

600,000 

none. 

112,305 

none. 

819,743 

282,300 

none. 

1,001,600 
171,210 

6,319,620 
467,700 
300,000 


264,743 
140,561 
133,338 
208,669 
23,946 
150,638 
305,805 
287,768 
328,782 


132,646 
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113,520  none 

80,063  none 
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79,669none 

141,836  8 
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.0 


•s 


5 
6 


6>^ 
8  * 


496,397 


51,613 

jnone 

Inone 

|none 

266,6891  none 


Lejisedto 
Recently 


2,350,000!   800,000 


658,861 
3,000,000; 

926,000 

750,5001 
2,121,110, 

900,000 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,660,000 


879,6361  872,000 


425,509'   582.400 

687,0OOl   400,000 
9,612,995i24,003,865  31,301,806 
3,740,615;  7,046,395  10,527,654 


1,995,249* 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,060,000 
3,623,073 

620,476 
1,246,927 
2,293,634 

307,136 
3,203,333 
1,321,945 
9,953,769 


1,731,498 


3,160,600 
2,600,000 
In  progres 
1,611,111 
4,978,487 


1,380,610 
2,506,488 
2,660,500 

In  progres 
1,921,270 

In  progres 

987.627 

1,070,786 
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4,726,2501  977,463 
1,875,1481   516,246 
22,858,600)  2,111,824 
1,679,969'  2,969,760 


350,000 

174,042! 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106| 

1,184,600! 

600,000! 

783,9.50' 


201,600 
181,000 
25,000 
400,000 
940,000 
100,000 
700,000 
660,000 

'  128,66b 

476,000 

1,600,000 

18,0001 


6,102,935 
2,446,391 


5,133,834 

607,803 

349,776 

774,496 

1,250,000 

1,832,946 

329,577 

1,043,367 

1,693,711 

4,327,4«? 

l,220,325i 

3,245,720' 

2,379,880i 

1,266,143 


388.108 
659,001 
469,656 
768,819 

60,743 
220,004 
488,793t 
229,445 
674,574 
164,230 

67,261 
322,213 
137,406 
218,679 
162,109 
1,339,873 
240,672 
253,690 


the  Vt.  C  ent 
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1.30,8811  7^ 
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227,434! 
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30,066 

72,028 
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689,529 
329,041 
69,629 
114,410 
806,713 


23,416  none 
101,610 

24,399 

18,648inone 

66,900 
683,194 
110,89: 
139,614 

{none 

294,269' 10 
168,902:  none 
none 


none 
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6^ 
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428,173 


Recently 

267,561 

Recently 


opened. 

116,965 
opened. 


Recently 


76,760 
74,241 
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none 
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56 
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68 
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39,360  none 
23,496!none 


46 
63 
86 
66 
130 


3,637,766:1,691,623 


1.063,669 
681,445 
205,068 


480,1.37 
90,616 

Recentlv 
213,078 

Recentlv 
173,545 

Recently 

Recentlv 
225,162 

1,388,385 
149,941 
603,942 
260,899 
118,617 


338,783 

324,494 

44,07 


7 
none 

6 
none 


none 


195,847none 
43,609;  4 
opened. 

96,737 
opened. 

135,017 
opened, 
opened. 
116,706  8 
478,413 
79,252 
316,259 
124,74d 
76.8901 


68 

69 
62i 
61* 
27 
107 
281 
70 


60,000|Recently  'opened 


688,051;  1,609,494!  200,249 
6,666,3.32 10,427 ,800jl7,141,987|2,480,626 
8,860,0001  2,403,2761  6,818,83»    667.78.1 


106,982 
1,261,987 
383,601' 


•  •  •  • 

none 

•  •  •  « 

•  •  >  • 

30 

>  •  •  • 

83 

none 

.... 

8 

100 

10 

160 

4 

>  •  ■  ■ 

10 

148 

&H 

6 

•  •  ■  ■ 

•  •  •  • 

125 

8 

•  •  ■ 

7 

74 

5 

78 
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AMERICAN    RAILROAB    JOURHTAL. 


^Sl 


Railway  Sbare  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


I 


NAME  OP  COMPANY. 


a 

n. 

o 

I 


•a 


(I 

C( 


PsnnaylTMiia  Central Penn, 

Philadelphia  and  Trenton ....  " 

PeniMylvania  Coal  Go " 

Baltimore  and  Ohio Md. 

Wa«hingt<Mi  branch " 

Baltimore  and  Susquehanna . .  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich. ,  Fred,  and  Potomac " 

South  Side " 

Vii^nia  Central 

Virginia  and  Tennessee . . . 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern •' 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga.  . . 

Covington  and  Lexington 

Frankfort  and  Lexington 

Louisville  and  Frankfort " 

Maysville  and  Lex:lngton 

Cleveland  and  Pittsburgh 

Cleveland,  Paines^*.  and  Ash. . 

Cleveland  and  Columbus 

Columbus,  Piquaand  Indiana. 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan 

Eaton  and  Hamilton 

Greenville  and  Miami 

Hillsboro 

LitUe  Miami " 

Mansfield  uid  Sandusky " 

Mad  River  and  Lake  Erie.. .  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Lidiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 


9,188,800 
1,660,000 


260  ;9,768,156 

30 

47 
381 

88 

67 

65 

27 

64 

73 

22 

76 

62 
107 

60 

82 
161 
110 
140 
242 


•a 


6,000,000 


9,827,123 


769,000 
1,872,324 

686,000 
1,000,000 
1,828,722 
1,400,100 
3,000,000 

180,000 
1,838,878 


9  B 


o  a 

5  V 
o 


o 


13,600,000 


Si's 
a  ® 

o 


1,948,827 


.o 


.£■« 

*  a 


617,626 


o 

C 

In 

CS 

& 

JS 

n 

•o 

Vi 

a 

o 

» 

•o 

« 

c 

> 

T 

P 

1^ 

19,642,307 
1,660,000 


Ky. 


Ohio. 


191 

211 

101 

71 

60 

65 

93 

33 

88 

60 

80 

126 

38 

29 

65 


1,004,231 
3,868,840 


8,100,000 
4,000,000 
1,214,283 


836,000 
2,093,814 
1,430,160 

367,218 


(I 
II 
II 
II 


100 
71 

136 
46 
61 
60 


1,239,460 
3,'027*,666 


40 
20 
86 
81 

37 
84 

167* 
67 


187 


87 
64 
81 


« 
II 

II 

K 
l( 
II 
II 
II 


181 
83 


Indiana  Central 

Indiana  Northern " 

Indianapolis  and  Bellefontaine 

Lawrenceburg  and  Ind 

Lafayette  and  Indianapolis . . . 

Madison  and  Indianapolis 

Peru  and  Indianapolis 

Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago 

Chicago  and  Mississippi 

Illinois  Central HI. 

Galena  and  Chicago " 

Michigan  Southern . . .  .• Mich.  816 

Michigan  Central "     282 


62 
88 
40 
72 


118 
92" 


686,887 


776,269 
879,868 
688,611 


1,694,000 

Vio'oob 


2,370,784 
900,000 
2,387,200 


1>760,700 


652,000 
1,092,137 


1,660,000 
"632,887 
2,460,66b 


1,932;861 
2,499.410 
4,000,000 


Pacific .V.  Mo.    38  jlioooiooo 


173,867 
200,000 

"663,666 
800,000 
446,036 

1,600,000 
120,000 

1,134,698 


300,000 
3,000,000 


306,187 

1,214 

168,000 


160,000 
400,666 


641,000 

860,000 

1,100,000 


1,371,000 
*  408,266 


906,000 
"660,666 


1,000,000 
1,767,000 


2,460,000 


800,000 
119,600 


760,000 
"  "668,166 
4,060,666 

*  600,666 


In  prog. 
In  prt^. 

1,163,928 
In  prog. 

1,100,000 

1,631,238 
In  prog. 
In  prog. 
In  prog. 
416,632 

2,965,674 


1,825,563! 
348,622 
418,673 


227,693 


616.384 
216.237 
162,636 


94 


108 
601 


72,370 


122,861 

2o4,376j 


JW 


74,113tione 
113,266  7 


176,486 


In  prog. 

7,002,396 
In  prog. 

3,378,132 


1,596,288 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
684,902 


In  prog. 
2,963,766 


3,665,000 
2,000,000 


89,776 
610,038 


74,902  none 
none 
12 
6 


153,898 


1,000,717  609,711 


945,608 
984,424 
296,684 


129,396 


173,642 


87,421 


608,626 

466,408 
153,697 


71,636 


76,079 


44,260 


194,429 
*777',798 


123,306 
4'83'454 


2,600,000 
In  prog. 

926,000 
In  prog. 


321,798 
Recently 


In  prof . 
2,634,167 
1,866,000 
4,110,148 

In  prog. 


626,746 
"640*,6i8 


8 

7>^ 
9 


8 


6 
12" 


200,967 
opened. 


314,670 
113,401 


In  prog. 


Recently 


opened. 


1,317,140  Recently  :opened. 
l,267,714j  237,606!  136,368 
In  prog.  I I 


II 
II 


jRecently  opened. 


In  prog.     ! i 

jRecentlv  |  opened. 

2,400,0001   516,414j   268,076 
In  prog 


10 


15 


10 


1,863,019!    106,944 

i i 

4,600,000j j 

' i 

In  prog. 


71,446;  4 


473,648;    286,162;.... 
2,629,0001  6,430;246!   692,187!   293,0461.... 

4,067,3961  8,614,193' ; ;     8 

none,     iln  progres (Recently;  opened.  J.... 


77 


105 


■•B«Aiet«r«  ttf  Ir*M  at  Cbte«(»» 

The  De-mocratic  Press  of  Chicago,  state*  that  s 
company  has  been  formed  in  that  city,  with  a  cj^ 
ital  of  S100,000,  for  the  manufacture  of  iron  we 
by  Renton's  process,  several  notices  of  which  we 
have  recently  published.  It  states  that  some  of 
the  best  and  most  enterprising  men  of  Chicago 
are  engaged  in  this  movement,  and  they  will, 
doubtless,  realize  a  very  handsome  profit  upon 
their  investment,  besides  contributing  largely  to- 
wards the  prosjjerity  and  growth  of  the  city.  C<rf. 
£.  D.  Taylor,  Dr.  Evans,  and  Orinton  Lunt,  Esq., 
are  the  directors  of  the  company. 

We  are  pleased  to  hear  of  this,  as  the  commence- 
ment of  such  an  enterprise  will  at  once  open  • 
large  business,  not  only  in  iron,  but  manufactu- 
rers of  iron.  Forges,  foundries,  machine  and  lo- 
comotive factories  will  follow,  and  Chicago  win 
find  a  new  element  of  prosperity  in  the  bcoeflti* 
which  will  result  from  them. 


126 

ii6* 

169" 


80 


98 


118 
98 


103 
724 
80 


70 


119i 
96' 
97" 


106 
82 
78 
85 
70 

108 


186 

124 
118 
119f 


Kallroad  Iron  at  Aaetloa. 

We  would  invite  the  attention  of  Railway  Com- 
panies, in  want  of  iron  rails,  to  the  advertisement 
of  a  peremptory  sale  of  this  article,  in  this  num- 
ber of  the  Journal,  take  to  place  on  Monday  Oct. 
31st,  at  Messrs.  Haggerty,  Jones  &.  Co. 


I<«««ni*tlT-a  ll^orks  la  Clileac*. 

H.  H.  Scoville  &  Son,  who,  for  several  years, 
have  been  engaged  in  car  building  at  Chicago, 
have  commenced  the  constnaction  of  locomotives, 
and  are  at  present  engaged  upon  work  which  will 
compare  well  with  any  that  we  have  seen  else- 
where. It  is  singular,  we  should  suppose,  that  not 
until  now  has  this  business  engaged  the  attention 
of  business  men  and  machinists  at  so  important  a 
point  as  Chicago,  and  that  the  railroads  centering 
there  should  have  been  compelled  to  give  out  so 
large  contracts  at  the  east,  comprising  nearly  theij 
whole  equipments,  which  they  can  only  receive  at 
such  a  distance  at  great  cost.  The  establishment 
of  Messrs.  Scoville  and  Son  is  of  but  moderate  ex- 
tent but  will  be  increased  so  fast  aa  machinery  and 
workmen  can  be  supplied,  until  a  capacity  for 
completing  from  26  to  30  engines  a  year  is  reached. 
Their  present  investments  have  amounted  to  about 
S70,000  and  employ  about  60  men.  We  should 
suppose,  taking  into  consideration  the  character 
of  their  productions  and  the  wide  unoccupied 
market  at  their  command,  that  their  works  might 
become  capable  of  competing  in  extent  and  repu- 
tation with  any  others  in  the  country. 

The  engine  building  at  their  works  at  the  time 
of  our  visit  was  an  outside  connected  engine  of 
the  most  recent  design  and  construction.  Its  di- 
mensions were  15  inch  cylinder,  22  inch  stroke, 
6  feet,  6  inch  drivers  ;  boiler  42  inches  diameter 
containing  132  tubes,  2  inches  diam.,  and  10  feet, 
6  inches  long.  The  engines  from  these  works  are 
designed  and  built  under  the  superintendence  of 
William  H.  Scoville,  a  machinist  of  good  ex- 
perience, and  who  has  enjoyed  good  ofiportunities 
for  a  thorough  acquaintance  of  the  business  at  the 
East. 


Norfolk  and  Pef  rakwry  Railroad. 

The  chief  engineer  of  the  Norfolk  and  Peters- 
burg Railroad  Company  invites  proposals  until  the 
15th  of  December  for  the  graduation  and  masonry 
of  82  miles  of  the  road  between  Norfolk  and  War- 
wick Swamp,  in  Sussex  county,  Virginia. 


AJMERlCiUV    ITAIIiROAD    JOURITAI;* 


Monb  W«»tera  Railronit  of  P«a»s)rlTaiila. 

We  have  the  reports  of  the  directors  and  of  the 
chief  engineer  of  this  company,  showing  the  route, 
relfttions  to  bosinesa  and  means  for  constrnction 
for  their  road.  This  company  became  incorporat- 
ed February  9th,  1863,  and  received  a  charter  to 
coDstruct  a  railroad  from  the  Pennsylvania  and 
Ohio  state  line,  or  from  the  point  of  intersection 
with  the  Cleveland  and  Mahoning  railroad,  on  the 
west,  to  the  Pennsylvania  railroad,  near  Blairs- 
Tille,  Indiana  county,  and  a  supplement  also  allows 
a  connectioD  with  the  Pennsylvania  railroad  at 
any  point  in  Cambria  county.  The  object  of  the 
road  is  the  accommodation  of  the  five  counties  in- 
tersected in  Pennsylvania,  among  which  are  found 
large  quantities  of  iron,  coal  and  salt,  and  all  of 
which  have  large  agricultural  productions ;  and 
also  to  connect  Philadelphia,  by  an  unbroken 
gauge,  with  the  lakes.  From  Blairsville,  through 
Butler,  to  the  intersection  of  the  Cleveland  and 
Mahoning  road  at  New  Caatle,  (seven  miles  from 
the  Ohio  state  line,)  and  thence  over  the  latter 
road  to  Cleveland,  is  nearly  in  a  direct  line.  Cleve- 
land being  the  point  on  the  lake,  nearest  to  Phila- 
delphia, it  is  expected  that  through  her  trade,  and 
the  advantage  of  an  unbroken  gauge,  the  latter 
city  may  draw  to  herself  a  large  ^hare  of  the  west- 
ern business.  The  same  gauge  will  also  extend, 
via.  Sandusky  and  Toledo  to  Chicago. 

The  line  of  the  survey  commences  at  New  Cas- 
tle, the  western  terminus,  following  the  course  of 
the  streams,  and  preserving  a  general  south-east- 
erly direction.  Butler  is  reached  at  a  distance  by 
the  survey  of  a  little  less  than  thirty  miles.  Of 
this  distance  ten  miles  will  be  of  the  maximum 
grade  of  52.8  feet  per  mile,  and  one  deep  cut  or 
tunnel  will  also  occur.  The  cost  of  grading  and 
bridging  this  division  of  thirty  miles  is  estimated 
at  $11,000  a  mile.  From  Butler  to  Freeport  on 
the  Alleghany  river,  is  twenty  miles,  upon  the  mpsi 
of  which  distance  the  above  grade  of  52.8  feet  per 
mile  will  be  necessary,  and  a  tunnel  o!  eight  hun- 
dred feet  will  occur  in  the  ground,  dividing  the 
tributaries  of  the  Conequonessing  and  the  Allegh- 
any. The  grading  and  bridging  of  this  division  i^ 
estimated  at  S13,760  per  mile.  At  Freeport  the 
line  crosses  the  Alleghany  river  and  the  Pennsyl 
vania  canal  by  a  bridge  of  1250  feet  length  and  62 
feet  high  above  low  water.  At  Freeport  the  route 
intersects  the  Alleghany  valley  railroad,  twenty 
seven  miles  from  Pittsburgh.  From  thence  to 
Blairsville,  M}4  miles,  the  road  follows  the  line 
of  the  Penn«ylvani»  canal.  On  this  division  there 
are  one  tunnel  of  1050  feet,  three  large  bridges  at 
the  crossings  of  Alleghany,  Loyalhanna  and  Cone- 
maugh,  thirteen  deep  but  narrow  ravines  varying 
ft-om  50  to  80  feet  of  extreme  filling,  and  one  of 
130  feet,  one  cut  of  76  feet  and  four  others  from 
fifty  to  fifty-six  feet,  extreme  depth.  From  Blairs- 
ville to  the  junction  with  the  Pennsylvania  road  is 
two  and  arhalf  miles,  and  for  which  a  road  is  built 
and  operated  as  a  branch  of  the  Pennsylvania 
road.  It  is  expected,  however,  that  the  North 
Western  company  would  ultimately  have  to  extend 
their  road  for  this  distance,  as  the  present  road 
is  not  of  proper  character  for  a  large  business. 

Th«  whole  distance,  from  New  Castle  to  Blairs- 
ville is  SA}4  miles,  and  the  estimated  cost  of  grad- 
ing and  bridging  is  SI  ,376,000  or  S16,272  per  mile, 
while  the  superstructure,  stations  and  equipments 
will  probably  cost  as  much  more. 


The  countits  of  Lawrence,  Bulh^r,  iadiana, 
Westmorelnrii;  and  Armstrong,  through  \^l.tcb  the 
road  i';isse><,  i;  -titain  8,499  square  miles,  or  2,479,- 
860  acre.*,  and  ti.ivc  ;i  population  of  169,781.  Coal 
and  iron  are  abundaul  altMig  the  route,  and  the 
manufactare  of  iron  is  carried  on  in  each  one  of 
these  counties.  The  water  power  is  also  ample, 
and  the  agricultural  products  varied  and  exten- 
sive. 

The  relation  of  this  road  to  the  through  business 
from  the  lakei  to  the  eastern  cities  ia  exhibited  by 
the  following  table  of  distances.  -     <■ 

TABLX. 

Miles. 

Chicago  to  Goshen,  by  Michigan  Southern 
railroad 110 

Goshen  to  Swanton,  by  Northern  Indiana  rail- 
road     102 

Swanton  to  Cleveland  by  Junction  railroad..  122 

Cleveland  to  New  Castle,  by  Mahoning  rail- 
road      86 

New  Castle  to  Blairsville,  by  North  Western 
railroad 87 

Blairsville  to  Philadelphia,  by  Pennsylvania 
raUroad 300 

1.  Chicago  to  Philadelphia  without  change.of 
gauge 806 

Chicago  to  Crestline  by  Fort  Wayne 281 

Crestline  to  Pittsburgh,  by  Ohio  and  Pennsyl- 
vania railroad 1 88 

Pittsburgh  to  Philadelphia  by  Pennsylvania 
railroiwi 353 

2.  Chicago  to  Philadelphia,  with  one  change 

of  gauge 822 

5.  Cleveland  to  Philadelphia,  by  Mahoning 
and  North  Western  railroads  without  tran- 
shipment    472 

4.  Cleveland  to  Philadelphia,  by  Alliance  and 
Pittsburg,  with  one  transhipment 494 

6.  Cleveland  to  Philadelphia,  by  WellsvilleA. 
Pittsburg,  with  one  transhipment 502 

6.  Cleveland  to  Elizabethport,  by  Dauphin 
and  Easton  without  change  of  gauge 623 

7.  Cleveland  to  Jersey  City,  by  Buffalo  and 
New  York  City  railroad,  with  three  changes 

of  gauge 607 

8.  Cleveland  to  lersey  city,  by  Dunkirk  and 
N.  York  and  Erie  railroad,  with  three  chan- 
ges of  gauge 611 

7.  Cleveland  to  New  York  city,  by  Buffalo 
and  Albany,  with  three  changes  of  gauge..  655 

10.  Cleveland  to  Baltimore,  without  change 
of  gauge,  by  Maho,iing(86)  N.  Wester..  (87) 
Pennsylvania  (193)  and  Baltimore  and  Sus- 
quehanna (84)  railroads 449 

11.  Cleveland  to  Baltimore,  by  Wellsville  rail- 
road to  Wheeling  (136)  and  Baltimore  and 
Ohio  railroad  (379)  with  change  of  gauge, 
and  the  Ohio  river  to  cross  at  Wheeling 516 

The  means  of  the  company  are  at  present  as 
follows  : 

Amount  of  individual  stock  subscribed..  SI  60,200 
"     stock  subscribed  by  Lawrence 

county 200,000 

Amount  of  stock  8ubscri"bed  by   Butler 

county 250,000 


S610,200 

It  is  assumed  that  the  subscription  on  the 

line  can  be  increased  to ©750,000 

Philadelphia  has  been  authorized  by  law 
to  subscribe 760,000 


this  issue  now  chiefly  rests  the  construction  of  the 
road. 

The  present  officers  of  the  company  are  Charles 
C.  Sullivan,  of  Butler,  Pa.,  PresiiU/U,  James  G. 
Campbell,  Secretary,  and  Edward  Warner,  Chief 
Engineer.  i'  ------, 


SI, 500,000 
If  this  additional  sum  can  be  obtained  from 
Philadelphia  the  directors  will  place  the  road  un- 
der contract  at  once,  without  fear  of  commanding, 
upon  the  bonds  of  the  company,  the  amoimt  ne- 
cessary for  its  completion.    Upon  the  raccess  of 


I<lttle  Rock  and  Jaekaonport  Railroad* 

This  road  is  intended  to  occupy  a  link  in  the 
line  of  railroad  in  the  Mississippi  valley,  ultimate- 
ly to  reach  from  New  Orleans  to  St.  Anthony's  ^ 
Falls.  It  is  eighty  miles  in  length,  running  from 
Jacksonport,  in  Jackson  county,  to  Little  Bock. 
The  counties  intersected  are  Independence,  White 
and  Pulaski. 

As  a  part  of  the  trunk  line  refei  red  to  above, 
this  section  of  road  becomes  entitled  to  a  national 
grant  of  lands,  amounting  by  the  terms  of  the  grant 
to  3840  acres  per  mile,  or  for  the  whol<!  distance 
to  upwards  of  300,000  acres.  These  lands  being 
among  the  best  in  the  state,  and  part  of  those  in  ' 
Pulaski  and  White  connties,  indicated  on  Mitch- 
ell's map  as  the  "Cotton  Region"  can  be  easily 
brought  into  profitabl-  use,  and  it  is  believed  can 
be  safely  estimated  at  $5  per  ace,  on  wliich  esti- 
mate they  would  yield  Sl,600,000.  TL«  wile  of 
these  lands  is  authorised  upon  the  certificate  of 
the  Governor  of  the  State  to  the  Secretary  of  the 
Interior,  to  the  ettcct  that  twenty  continuous  miles 
of  road  are  completed,  when  120  sections  may  be 
sold,  and  the  same  quantity  for  each  successive  20 
miles  opened;  the ^r5f  sale  of  120  sections  being 
however  made  before  the  completion  of  any  part 
of  the  road.  The  entire  amount  derived  from  the 
estimated  sales  of  thes<i  lands,  it  is  believed  will  be 
more  than  suflScient  to  build  and  equip  the  road. 

The  Importance  of  this  work,  regarded  a^  a  part 
of  the  main  trunk  line  referred  to  is  evident,  as 
it  occupies  the  necessary  route   which   that  line 
must  take  in  seeking  the  principal  business  points 
of   the    country    traversed.     Its  importance    as 
a  local  work  will  become  felt  in  the  large  tracts 
of  laud  which  it  will  populate  and  improve,  and 
in  the  trade  which  it  will  thereby  bring  into  Little 
Rock.    Jacksonport,  at  the  northern  terminus^of   . 
the  road,  also  enjoys  a  good  position  in  regard  to 
the  trade  and  traffic  of  that  portion  of  the  state,    • 
lying  as   it  does  at  the  confluence  of  two  large    ' 
streams    flowing    from    hills    which    are    filled 
with  minerals  and  through  valleys  of  great  fertili- 
ty.   These  are  the  White  and  Black  rivers,  which 
together  afford  water  communication  to  nearly  all    ' 
of  the  upper  counties  of  the  8tat<?. 

The  surveys  by  Captain   Barney,  made  for  the  '■'-. 
location  and  estimation  of  this  road,  commence  on     - 
the  west  bank  of  White  river,  opposite  the  mouth   r. 
of  Black  river  and  Jacksonport.   This  point  is  225  • 
miles  f^om  St.  Louis,  and  80  from  the  Missouri  '' 
line,  by  the  line  of  a  survey  made  for  the  location 
of  a  road  between  those  points.   The  first  four  and  \  ■' 
a  half  miles  are  over  grounds  subject  to  overflow   - 
from  the  river.     Beyond  this,  the  ground  is  eleva- 
ted and  dry.     The  general  character  of  the  ground  " 
south  of  Glaize  creek,  which   is  16)^  miles   from    ' 
Jacksonport,  is  more  diversified,  and  on  the  whole  : 
far  more  productive  than  on  any  other  part  of  the  *; 
survey  between  Little  Rock  and  the  Missouri  line. 
Between  Glaize  Creek  and  Little  Red  river,  the  .' 
ground  is  undulating  and  the  line  follows  the  base  ,- 
of  a  range  of  hills  which  form  a  second  bench  of  - 
more  elerated  country.  ^'r«  •-•  •  ^.r*--  ^-iS^^.- 
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The  cost  of  construction  And  eqaipmeot  for  this 
road  has  been  estimated  as  follows : 

Grading  and  bridging S482,850 

Sapentracture,  with  66  pound  rail,  sid- 
ings and  switches  ;  $7,500  per  mile. . .   600,000 
Engineer  departmei;t  and  contingencies. .     80,000 
Cost  of  station  and  engine  houses,  machine 
shops,  cars  and  locomotives 240,000 


Sl,402,860 
These  estimates,  although  probably  too  low,  by 
a  considerable  amount,  would  doubtless  require 
bat  a  little  extension  to  get  the  road  into  passable 
order,  from  which  time,  its  importance  to  the  local 
trade  and  its  prospective  relation  to  a  great  line 
would  induce  means  to  flow  into  it,  necessary  for 
its  completion  and  perfection.  We  regard  the  ad- 
vantages which  this  work  possesses  in  the  relation 
of  its  route  to  the  wants  of  the  state  of  Arkansas, 
and  to  to  the  great  North  and  South  line,  bo<mi  to 
connect  St.  Louis  with  New  Orleans,  together  with 
the  aid  it  will  receive  from  tlie  government,  as 
making  altogether  a  strong  guarantee  of  its  speedy 
construction  and  ultimate  value. 


Copley's  Componnd  Car«Az1a« 


PlGCRE  I. 

Like  letters  refer  to  like  parts  in  the  different 
views. 

AA  are  the  wheels ;  BB,  the  journals:  C,  the 
hollow  section  of  the  axle ;  D,  the  solid  section. 
F,  a  band  around  the  axle.  G,  a  set  screw,  which 
passes  through  the  band  into  the  key  I,  which  key 
is  fitted  into  a  mortice  in  the  hollow  section  C. 


Figure  II. 
This  solid  section,  O,  passes  into  the  chamber 
of  the  hollow  section,  C,  so  that  the  end  of  the 
one  and  the  shoulder  of  the  other  come  in  contact, 
as  seen  at  D,  flg.  1.  When  in  this  position,  the 
key  I  is  inserted  into  the  groove  H,  and  is  re- 
tained in  place  in  the  axle  and  groove  by  the  set- 
screw  G. 

This  Axle  consists  of  two  parts.  In  the  journals 
and  seats  for  the  wheels  they  are  alike ;  and  in 
these  particulars  they  are  like  the  common  solid 
axle.  The  difference  is  in  that  part  between  the 
wheels,  which  instead  of  being  one  solid,  inflexible 
shaft  of  iron,  is  composed  of  two  parts,  a  solid 
cylinder  that  fits  into  a  hollow  cylinder.  This 
union  of  the  two  parts  extends  from  within  two  or 
three  inches  of  one  wheel,  to  within  a  like  dis- 
tance of  the  opposite  wheel,  thus  forming  a  strong, 
self-sustaining  joint,  capable  of  easy  rotary  motion, 
but  presenting  a  powerful  resistance  to  every  other 
motion.  This  rotary  motion  allows  each  wheel  to 
revolve  just  as  much  as  the  length  of  the  track 
upon  which  it  rests  requires. 

On  every  considerable  railroad  curve  the  differ- 
ence in  the  length  of  the  outer  and  inner  rails  is 
from  five  to  eight  feet.  With  the  stiff,  immovable 
axle  this  difference  must  be  made  up  by  the  drag- 
ging or  slipping  of  the  wheel  upon  the  rail.  Sup- 
pose a  car  weighs  seven  tons,  and  has  a  load  of 
ten  tons  more,  here  are  seventeen  tons  resting 
upon  eight  wheels,   which  is  two  and  one-eighth 


.  ,      ^  "'^"  "  "*"  ***"  onc-eigntn  tram  is  passing  around  a  curve,   especially  on  a 

tons  to  each  wheel.    The  force  necessary  to  drag  j  broad  track  road,  and  he  wUl  bear  a  deep,  son- 


or  slip  such  a  weight,  pressing  together  two  pieces 
of  dry  iron — the  wheel  and  the  rail — is  enormous, 
and  yet,  great  as  it  is,  it  is  all  forced  upon  the 
axle,  multiplied  by  all  the  leverage  of  the  semi- 
diameter  of  the  wheel— being  nearly  ten  to  one. 
The  torsion  of  the  axle  arising  from  this  cause  is 
almost  incalculable;  and  serious  accidents  fre- 
quently arise  from  the  breakage  occasioned  by 
this  torsion,  the  axles  being  literally  twisted  off. 

Various  expedients  have  been  tried,  to  over- 
come this  difficulty,  which  has,  up  to  the  present 
time,  attended  railroad  transportation  and  travel. 
One  loose  wheel  Las  been  tried :  but  under  the 
tremendously  severe  action  of  an  inflexible  iron 
wheel  travelling  with  great  rapidity  over  an  equal- 
ly inflexible  rail,  and  carrying  a  weight  of  over 
4,000  pounds,  the  loose  wheel  soon  becomes  too 
loose — such  a  weight,  resting  loosely  upon  such 
rigid  materials,  soon  batters  and  enlarges  the  eye, 
and  renders  it  unfit  for  use.  A  loose  wheel,  with 
a  greatly  elongated  hub,  has  been  tried,  but  with 
little  better  success.  Experimenters  all  seem  to 
have  fallen  into  the  radical  error  of  resting  the 
burden  to  be  sustained  upon  a  moveable  and  of 
course  a  loose  joint.  Hence  the  uniformly  ill  sue 
cess  of  these  expedients. 

In  the  axle  now  presented  to  the  railroad  public, 
this  error  is  avoided.  We  have  a  loose  joint,  it  is 
true  ;  but  that  joint  has  no  weight  to  sustain.  The 
journal  on  the  outside  of  the  wheel  bears  the  load, 
the  wheel  is  the  fulcrum,  and  the  part  between 
the  wheel.«,  where  our  long  joint  is,  has  no  other 
oflBce  but  to  hold  the  wheels  to  their  proper  places. 
It  has  neither  weight  to  carry  nor  torsion  to  sus- 
tain 

The  ordinary  solid  axle  is  subject  to  two  kinds 
of  vibration — lateral  and  circular.  The  first  is  oc 
casioned  by  the  unavoidable  inequalities  of  the 
rails,  which  give  to  a  rapidly  moving  car  a  succes- 
sion of  jars,  which  keep  everything  in  a  tremor. 
The  rotatory  or  circular  vibrations  are  caused  by 
the  inequal  lengths  of  the  riils  on  curves,  which 
requires  the  wheels  on  one  side  of  the  car  to  travel 
further  and  faster  than  those  on  the  opposite  side 
Now,  as  the  wheels  are  immovably  fixed  upon 
solid  axles,  like  the  two  ends  of  a  spool,  and  their 
circumference  being  the  same,  the  difference  of 
movement  required  by  the  unequal  lengths  of  rails 
on  curves  can  only  be  made  up  by  sliding  or  drag- 
ging. The  next  question  is,  how  is  this  dragging 
accomplished  1  Is  it  by  a  regular  uninterrupted 
movement  1  This  cannot  be ;  but  it  is  by  a  rapid 
succession  of  movements,  their  length  being  regu 
lated  solely  by  the  power  of  the  axle  to  resist  the 
torsion  arising  from  the  adhesion  of  the  wheel  to 
the  rail.  This  adhesion  twists  the  axle  a  little ; 
but  the  strength  and  elasticity  of  the  iron  enable 
it,  by  a  strong  vibratory  action,  to  overcome  the 
adhesion  of  the  wheel  to  the  rail,  push  it  forward, 
and  thus  relieve  itself  for  the  moment,  of  the 
severe  torsion.  These  alternate  and  rapidly  recur- 
ring twistings  and  untwistings  cause  that  circular 
vibration  of  which  we  have  spoken. 

Let  a  pulley  of  two  feet  or  more  in  diameter  be 
fixed  upon  an  iron  shaft,  either  cast  or  wrought, 
and  let  this  shaft  be  put  into  a  turning  lathe,  the 
power  being  applied  to  one  end  of  the  shaft,  and 
a  turning  tool  to  the  face  or  periphery  of  the  pul- 
ley, and  a  good  illustration  of  what  we  mean  by 
circular  vibration  will  be  afforded.  The  movement 
is  not  equable,  but  consists  of  a  rapid  succession 
of  stops  and  starts — the  stronger  the  shaft  is  the 
more  rapid  are  the  alternations  of  motion  and 
rest. 

If  a  damp  finger  is  moved  slowly  around  the 
rim  of  a  glass  tumbler,  with  a  moderate  pres- 
sure, it  soon  causes  the  glass  to  give  out  a  son- 
orous sound :  and  why  1  Because  the  movement 
of  the  finger  upon  the  glass,  although  it  may  ap- 
pear to  be  smooth  and  uniform  to  the  sense  of 
touch,  is  really  intermittent — a  rapid  succession 
of  stops  and  starts,  imparting  to  the  glass  a  ro- 
tatory vibration,  very  similar  to  that  which  is 
given  to  a  railroad  axle  in  going  around  a  curve; 
and  let  any  person  give  attention  to  it,  while  a 
train  is  passine  around  a  curve,   especially  on 


Is  this  soimd  drawn  out  of  the  axi« 
way  that  we  draw  sound  out  of  a 


orous  sound. 

in  the  same 

glass  tumbler  7  If  so,  the  torsion  is  tremendous, 

and  cannot  but  be  attended  with  extreme  danger. 

It  is,  we  are  assured,  an  ascertained  fact,  iket 
tuyere  and  lone  continued  ribratinn,  or  torsion,  toiil 
change  the  nature  of  iron  from  JiJbrov,i  to  granular 
or  crystaliru — that  car  axles  that  have  been  long 
in  use,  may  sometimes  be  broken  square  off,  close 
behind  the  wheel,  with  a  blow  of  a  sledge ;  al- 
though, a  few  inches  from  that  point  the  iron  may 
still  be  as  tough  and  fibrous  as  ever.  From  this 
it  may  be  rationally  inferred,  that  it  is  at  tae 
point  where  vibration  is  suddenly  arrested — as  it 
is  by  the  heavy  mass  of  iron  in  the  wheel — that 
the  change  from  a  fibrous  to  a  crystaline  stale 
takes  place.  This  is  a  question  of  great  impor- 
tance, and  one  that  ought  to  be  carefully  investi- 
gated. But  be  this  as  it  may,  we  propose  to  ob- 
viate the  diflScnlty,  not  by  curing  it,  but  by 
avoiding  it  altogether. 

In  the  compound  axle  which  we  ofler  to  oar 
railroad  friends,  the  circular  or  rotatory  vibration 
is  totally  done  away ;  and  we  think  that  the  la- 
teral vibration  is  so  neutralized  as  to  render  it 
harmless.  It  is  a  well  known  principle  in  philo- 
sophy, that  the  times  of  vibration  in  two  dif- 
ferent pieces  of  metal,  of  equal  length,  but  of  un- 
equal diameter,  are  different.  Now  here  are  two 
pieces— one  a  tube  of  greater  diameter,  the  other, 
a  solid  piston  of  lesser  diameter.  These  two  are 
distinct  and  separate,  and  yet  so  intimately  com- 
bined that  their  vibrations  must  act  the  one 
upon  the  other:  it  follows,  therefore,  that  if  their 
times  of  vibration  .^re,  as  say  5  to  4,  they  will  ne- 
cessarily  neutralize  each  other,  so  that  none  of 
the  disastrous  efl'ects  before  adverted  to  can  take 
place. 

It  was  feared  by  some  eminent  engineers,  to 
whom  this  plan  of  an  axle  was  originally  sub- 
mitted, that  its  construction  would  be  attended 
with  great  if  not  insuperable  difficulty ;  but  we 
find  that  those  fears  were  altogether  groundless. 
Messrs.  Morris,  Tasker  &,  Morris,  of  Philadelphia, 
made  the  tubular  parts  of  our  first  set,  and  the 
remainder  of  the  work,  in  fittini;  up  a  car,  was 
executed  under  the  direction  of  Jacob  llovey, 
Esq.  of  Cleveland,  the  master  machinist  of  the 
Cleveland  and  Pittsburgh  Railroad,  for  whose  skill 
and  kindness  we  thus  publicly  return  our  thanks. 

We  take  pleasure  in  acknowledging  our  indeb- 
tedness toC.  Prentiss,  Esq.  President  of  that  road, 
for  the  facilities  he  afforded  us  in  getting  up  and 
testing  our  first  practical  experimenl. 

The  entire  axle,  except  the  key  that  holds  the 
two  parts  together,  is  made  of  wrought  iron.  The 
tubular  parts  of  our  first  set  are  3^4  inches  ca- 
libre, and  7 — 16  of  an  inch  thick  in  the  shell. 
This  is  perhaps  unnecessarily  strong ;  but  we 
thought  it  best  to  err  on  the  safe  side.  The 
tubes  are  welded;  and  so  perfectly  is  it  done, 
that  the  places  where  the  plates  are  joined  can 
not  be  distinguished  from  other  parts ;  and  the 
strength  of  those  gentlemen's  tubes  may  be  in 
ferred  from  the  fact,  stated  to  us  by  a  distin 
guished  machinist  of  New  York,  that  he  put  a 
pressure  of  18,000  pounds  to  a  square  inch  into 
one  of  their  tubes,  without  bursting  or  injuring 
it.  To  be  sure  the  shell  of  that  tube  was  thicker 
than  those  we  use ;  but  we  mention  the  fact,  to 
show  the  entire  confidence  that  may  be  placed 
upon  the  strength  of  welded  tubes. 

The  solid  iron  which  forms  the  journal  on  the 
tubular  section  reaches  into  the  tube  about  two 
inches  past  the  wheel  seat,  and  is  welded  fast, 
forming  a  solid  bearing  for  the  wheel,  which  is 
forced  on  in  the  usual  wav.  The  inner  section 
reaches  to  the  bottom  of  the  hollow  section,  and 
sustains  the  inward  lateral  pressure,  and  relieves 
both  the  key  and  the  shoulders. 

The  key  which  fastens  the  two  parts  of  this 
axle  together  is  made  of  cast  steel ;  it  is  an  inch 
and  a  quarter  square,  and  is  fitted  to  the  cylin- 
drical surface  of  the  inner  section  of  the  axle, 
at  the  bottom  of  the  groove  into  which  it  fijsl 
and  in  which  it  works.  An  iron  band,  three  inches 
broad,  passes  round  the  outer  or  tubular  soctioo, 


il!l«if»»liJ-^i>l«-ii«.uii 


■  JMi^4l«|i|IUI  ,  iJ. 


CiS4 


AMericabt  railroad  journal. 


covers  the  key,  nod  keeps  it  securely  in  its  place. 
A  strong  set  screw  passes  through  the  band  into 
the  key,  which  renders  it  impossible  for  the  band 
to  get  out  of  its  place.  The  only  use  of  the  key 
is  to  keep  the  parts  from  drawing  assunder.  It 
sustains  no  inward  pressure. 

We  now  submit  this  axle  to  o\ir  railroad  friends 
upon  its  own  merits.  We  confidently  believe  that 
it  will  add  to  the  safety  of  railroad  travel  and 
transportation ;  that  it  will  preserve  the  rails  from 
the  severe  abrasion  caused  by  the  dragging  of  the 
wheels  on  the  curves;  that  it  will  save  a  con- 
siderable percentage  of  motive  power ;  and,  which 
ia  more  important  than  all,  that  it  will  prevent 
the  crystallzation  of  the  iron,  arising  from  the 
tortuous  vibration  inseparable  from  the  common 
BtlflF  axle,  by  allowing  each  wheel  to  have  an  in- 
dependent movement,  while  at  the  same  time  all 
the  base,  leverage  and  solidity  of  bearing  of  the 
solid  axle  are  preserved.  This  crystallzation  is 
a  secret  and  insidious  evil.  No  outward  mark 
indicates  that  it  has  taken  place:  but  while  an 
axle  may  have  every  appearance  of  perfect  sound- 
ness on  the  surface,  it  may  really  have  become 
as  brittle  and  unsafe  as  if  it  were  composed  of 
cast-iron.  This  may  involve  questions,  not  of 
do'lars  and  cents  only,  but  of  life  and  death. 
But  even  on  the  score  of  mere  economy,  tliese 
compound  axles  will  probably  be  found  preferable ; 
because,  if  they  cannot  be  crystjilized,  they  may 
be  used  with  safety  as  long  as  the  journals  will 
last — from  five  to  seven  years ;  whereas  the  com- 
mon axle  cannot  be  safely  used  more  than  two 
or  three  vears. 

JOSIAH  COPLEY  &  CO. 
Pittsburgh,  Sept.  1853. 

The  foregoing  was  written  previous  to  our  first 
Practical  Experlment. 

On  the  morning  of  Sept.  7,  we  set  out  from 
Cleveland  for  Wellsville,  on  the  Ohio  river,  a  dis- 
tance of  100  miles,  with  the  first  car  constructed 
on  this  principle — a  house  car  o(  the  largest  class. 
We  ran  down  empty.  The  wheels  and  axles  per- 
formed extremely  well.  At  Wellsville  we  took  in 
a  load  of  almost  eight  tons,  and  set  out  on  our 
return  next  morning.  Before  leaving  Cleveland 
we  fixed  a  scale  to  the  car,  by  means  of  w  hich 
we  were  able  to  weigh  the  power  required  to  draw 
it,  with  a  good  degree  of  accuracy.  On  our  way 
down-ve  encountered  no  grades  exceeding  40  feet 
to  the  mile.  Cn  one  of  these,  of  considerable 
length,  composed  of  both  curves  and  straight  lines, 
the  weight  of  the  draught  was,  as  near  as  we  could 
arrive  at  it,  280  pounds ;  but  there  was  no  per- 
ceptible difference  between  the  curves  and  straight 
lines.  On  levels  we  could  not  weigh  it  at  all, 
because  for  half  the  time  the  coupling  was  slack. 

On  our  return  from  Wellsville  with  the  loaded 
car— Mr.  P.  F.  Geisse,,  of  Wellsville,  car-builder 
and  machinist,  and  Mr.  Charles  C.  Gorham,  the 
conductor  of  the  train,  being  on  board — we  at- 
tempted to  weigh  the  draught  on  level  curves,  but 
failed  for  the  reason  before  stated ;  and  it  was  not 
until  we  reached  the  60  feet  grade,  north  of  Saline- 
ville — which  is  nearly  five  miles  long,  and  made 
up  of  alternate  short  curves  and  straight  lines — 
that  we  were  able  to  get  anything  like  a  steady 
draught.  Several  of  these  curves  are  of  1200  to 
15U0  f<et  radius.  On  nine  curves  we  found  the 
average  weight  of  draught  to  be  462  pounds  ;  while 
on  eight  pieces  of  straight  line,  on  the  same  grade, 
the  average  was  468  pounds,  being  a  differenca  of 
not  quite  one  per  cent.  There  was  no  perceptible 
difference  to  either  the  sense  of  hearing  or  feel- 
ing, between  the  straight  lines  and  curves.  This 
was  remarked  by  the  experienced  gentlemen  on 
board  ;  and  when  watching  the  work  of  the  trucks 
from  the  preceding  car,  and  observing  the  steadi- 
ness with  which  they  ran,  and  the  perfect  readi- 
ness with  which  they  adjusted  themselves  at  right 
angles  with  the  rails,  while  running  a  curve,  it 
was  manifest  that  there  could  be  no  rubbmg  of 
the  flanges  against  the  rails  ;  and  thus  the  sense  of 
sight  corroborated  those  of  hearing  and  feeling. 
Altogether  the  experiment  wa.s  in  the  highest  de- 
gree satisfactory.  _.  u  v 

The  next  day  we  returned  to  Wellsville,  with  the 


same  apparatus  for  weighing  the  draiigl  t,  and  had 
it  attached  to  a  common  car.  On  the  heavy 
gr.Kifj*  iiLi>'i'  Salincville,  before  spoken  of,  the 
average  weit;lit  of  the  draught  on  the  curves  was 
22  per  cfnt.  pre.iivr  than  upon  the  straight  lines; 
while  it  will  be  recollected  that  the  difiference  in 
the  ca.se  of  the  car  with  the  compound  axles  was 
a  fraction  under  one  per  cent.  These  experiments 
were  conducted  by  gentlemen  perfectly  disinteres- 
ted, and  in  whose  disposition  to  give  a  fair  report 
the  fullest  confidence  may  be  placed. 

In  respect  to  the  facility  with  which  the  trucks 
adjusted  themselves  to  the  curves ;  the  smoothness 
of  movement  in  places  where  ordinary  cars  gave 
the  sensation  and  sound  of  rubbing  and  grinding 
of  the  wheels  upon  the  rails ;  and  in  respect  to 
economy  of  1  ractive  power,  our  highest  expecta- 
tions are  fblly  realized.  All  we  have  said  in  the 
foregoing  paper  has  so  far  been  verified  ;  and  the 
fact  may  be  regarded  as  established,  that  where 
these  axles  are  used,  curves  of  even  6  or  6  degrees 
will  present  no  appreciable  impediment  to  the 
progress  of  cars. 

We  can  only  say  at  present  that  in  a  short  time 
we  expect  to  be  able  to  furnish  axles  to  any  rail- 
road companies  that  may  be  inclined  to  try  them  ; 
and  that  arrangements  will  be  made  to  furnish 
them  in  any  quantity  that  may  be  needed.  In- 
qufries  respecting  them  may  be  addressed  to  the 
Hon.  Tho.mas  M.  Howe  and  James  M.  Cooper, 
Esq.  of  Pittsburgh,  either  jointly  or  separately,  or 
to  JosiAH  Copley,  the  patentee,  at  Kittanning, 
Armstrong  county,  Pa. 


The  earnings  of  the  State  road  for  September 
were  $49,089  57,  an  increase  of  Sll,629  2Z,over 
the  corresponding  month  of  1852.  The  following 
shows  the  r«'ceipts  of  this  road  tor  the  yeais  end- 
ing Sept.  30th,  1851,  1862  and  1863. 

AMOUNT    RECEIVED    FROM    PASSENGER.^  : 

During  1860-61 889,666  85 

Do.    1851-52 112,966  01 

Do.    1852-53 141,168  38 

RECEIVED    FOR    MAIL    SERVICE: 

During  1850-61 12,000  00 

Do.    1851-62 13,000  00 

Do.    1862-63 14,000  00 

RECEIVED    FOR    FREIGHTS.' 

During  1850-51 183,371  59 

Do.    1851-62 249,221  61 

Do.    1852-53 321,888  43 

Total  earnings  of  tLe  road  in  1860-51 . .  286,028  44 
Do.         do.  do.  1851-62.. 376,176  62 

Do.        do.  do.  1852  53.. 478,876  06 

Total  earnings  duringthe  three  years  $1,139,081  12 

Railroad  InJan«tioa. 

We  learn  from  the  Chicago  Press  that  Judge 
Morris  has  granted  a  peremptory  injunction,  to 
take  effect  on  the  19ih  inst.,  upon  the  Illinois  Cen- 
tral crossing  of  the  Northern  Indiana  Railroad, 
eight  miles  south  of  Chicago,  unless  the  manner  of 
crossitig  is  settled  by  that  time. 

This  is  the  track  used  by  the  Michigan  Central 
in  reaching  the  city,  and  the  injunction  applies  to 
the  crossing  where  the  collision  occurred  some 
time  ago. 


Tnunel  at  Cltlragot 

Wm.  Gooding,  civil  engineer,  has  made  a  long 
report  upon  the  subject  of  connecting  the  east  and 
west  portions  of  Chicago  by  a  tunnel  under  the 
river.     The  cost  will  be  a  little  under  $185,000. 


India-Kubber  Railroad  Car 
Springs,  etc. 

THS  UNITBD  STATBS  CAB  SPRING  COMPANT,  bar. 
ing  completed  their  iiew Factory,  are  maDulkcturtnsuid (Ur- 
ntehinjj  to  Railroad  Campania,  and  Cor  Builders,  R  UBBER 
SPRINGS  of  the  best  quality  ,r>n  the  mont  favorable  terms. 

Atoo,  McMullen'a  superior  WHITE  HOSE,  not  only  tor 
Railroads,  but  all  other  ptirpoeen,  and  of  any  siaa  or  thiclmesii 
r«qulr«d.  CMBca  No.  26  CIW  straet, 

Auf.  10, 186».       Ini  New  Tort. 


AUCTION    JNUTiCK. 


Hagrsrerty,  Jones  Sl  Co. 

MONDAY,  OCTOBER  31, 

At  the  AncTioN  Room,  64  William  st.,  cor.  Pine. 

PEREMPTORY  SALE 

..  OF 

.    RAILROAD  IRON, 
IN  BOND, 

FREE  OF  ALL  CHARGES,  EXCEPT  DUTY, 
now  landing  at  the  Atlantic  Dock.  Brooklyn, 
made  by  one  of  the  first  makers  in  England,  and 
equal  in  quality  to  the  best  Welsh  Rails.  Quality 
euaranteed,  bars  straight,  sound,  and  free  from 
flaws  and  cracks,  and  cut  off  square  at  the  ends. 
Tons,  1,113  18,0,15,  consisting  of  6,665  bars,  viz 
3926  of  21  feet,  2208  of  18  feet,  377  of  15  feet,  and 
65  bars  of  twelve  feet  in  length,  weighing  about 
68  lb.  per  yard,  of  the  pattern  known  as  the  Eri<> 
Railroad  Pattern.  Sample  of  the  quality  can  h>- 
seen  at  our  office,,  and  the  whole  for  inspection  at 
the  Atlantic  Dock. 

TERMS  OF  SALE.— Ten  per  cent,  on  the  dav 
of  sale,  and,  if  required,  the  balance  hi^lf  in  16and 
half  in  30  days,  with  interest,  the  transfer  to  be 
made  when  paid  for. 

ALSO, 

A  similar  quantity,  and  of  the  sam^-  quality  ;is 
the  above,  on  a  credit  of  three  and  six  months, 
with  interest  for  notes  satisfactory  to  the  sellers, 
less  15  per  cent  in  cash  on  day  of  sale. 

Office  L.  &.  U.    M.  R.  R.   Co., ) 
Lawrencelmrgk,  Oct.  12,  1853.      \ 

NOTICE  is  hereby  given  that  at  a  meeting  of 
the  Board  of  Directors  of  the  Lawrenceburgh 
and  Upper  Mississippi  Railroad  Company,  held 
on  the  3rd  day  of  October,  1863,  the  following  re- 
solution was  adopted,  viz : 

"  That  interest  on  the  stock  of  the  company 
shall  cease  aft<er  the  first  day  of  January  next,  and 
that  therejifter  regular  dividends  of  the  not  earn- 
ings of  the  Company  shall  be  declared  every  six 
months." 

"  That  the  Secretary  procure  a  handsome  certi- 
ficate of  stock  to  be  engraved  in  the  new  name  of 
the  company  to  be  issued  on  and  aA«r  the  first  of 
January  next  for  the  principal  and  interest  then 
due  on  stock." 

"  That  where  fractional  sums  less  than  a  share 
shall  occur,  the  owner  of  the  same  may  pay  the 
difference,  and  take  a  share  of  stock,  or  receive  a 
separate  certificate  for  such  fractions  entitling  the 
holder  to  a  share  when  the  residue  is  paid  in  cash, 
or  by  like  certificates." 

Pursuant  to  the  above,  stockholders  are  request- 
ed to  surrender  their  certificates  before  the  Ist  of 
January  next,  when  new  certificates  will  be  fur- 
nished including  principal  and  interest  due  to  that 
time. 

3t  43  WM.  G.  DUNN,  Secretary. 


Drai¥ing^. 

BBLANDOWSKI,  Topographical  and  Oma- 
•  mental  Draughtsman  and  Designer.  Maps 
accurately  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decoratioD8,fur- 
niture,  fences  and  ornamental  foundry  work.  Ar- 
chitectural designs.  Drawings  from  nature  care- 
fYiUy  prepared. 

Refkrences.  Messrs.  Miller  and  Frsund,  Lig- 
neous Marble  Works,  corner  of  Franklin  and 
Center  streets.  New  York.  Also  H.  V.  Poor,  Esq., 
Editor  Railroad  Journal,  and  Zerah  Colbum,  As- 
sistant do. 

Address,  care  of  Railroad  Journal,  9  Spruce 
street  New  York. 

Staart,  Serrell  &.  Co., 

CIVIL  ENGINEERS, 


=t- 


OaxaLM  B.  SrvAJiT, 
Daioil  Mame, 


Rooms  22,  24,  26  4i  37, 

167  Broadway,  New  York 

SUWAU>  W.  SEKaZLL, 

SAjftriL  MoZlsot 
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JUOATllJUAL.  Al  NKW   Yoitli 

AND 

Plattsbur^h  and  Montreal 

RAILROADS. 

f^fOpen  thrvugh,  Jrom  PlatUtmrgh  to  MonireaL^i 

Vaumtt/a  Traiiw  leave  Mcwtreal  for  PUttsburg  at  6  30  a.m 
and  6  i>.in.,  arrive  at  8  a-m,  and  7.80  p.m. 

Lwve  Plattaburg  for  Montreal  7.30  a.iiL  and  4  p.m.,  arrive  a 
10  a.m.  aod  6.60  p.in. 


«P  1  jUUUjUUUaOAD  COMPANY  SIX 

PER  CENT.  FIRST  MORTGAGE  BO.NDS  FOK 
SALE. 

Office  of  Winslow,  Lamer  &  Co.  ) 
No.  52  Wall-8t.,  Oct.  6,  1858.  S 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
oflfer  for  sale  one  million  of  their  SIX  I'F.Il 
CENT.  BONDS,  with  coupons.    Interest  and  prii; 


TraiDB  cunuet  at  Montreal  with  Steamers  for  Quebec,  and  tbejcipal  payable  io  New  York,  the  former  half-ve;ulv, 
moili^w^^'*  ^'^'^''  ^'^'"'^  forSherbrooke  -"d  int~  list  of  November  and   1st  of  May.     Tliey'ar.  i,. 

Train*  connect  at  Mooera  Junctioo  with  Northern  (OgdeM-lsums  of  $1,000  each,  payable  the  1st  day  of  Al;iy, 
burgti)  Bailroad  for  O^enaburj^  and  Lake  Ontario  Steamers  for!  1858 
W«tei?riS''*  ^""^  '^  ^^^^  Cauadia,  and  aU  ports  on  Ihe^      ^^ggg  3^^^  ^^  ^^^^^  ^^^^^  j,je  express  au 

Trains  connect  at  Platuburgh  by  Steamer  to  Burlington  with'thority  of  the  Legislature  of  the  State  of  Oliio  ; 
Butlund  aod  Rurliiigtou  Railroad  aod  connecting  lines  for  Troy, land  are  a  part  of  the  $1,500,000  Loan  autbori/.ed 
Albany  New  York  and  Bc»l«.,  and  all  intermediate  sUtioos-jt^  y^  jsg^j^j  j,  ^^     f  ^^e  stockholders,  for  tiU 

AJso  wiUi  steamers  for  Whitehall  to  the  Saratoga  and  Washing- 1  -      .-'.         ''•~  «•  ••»  j      1  1     4.        1 

too  Railroad,  aod  coooectiog  lines  of  it»d  to  Troy,  Albany  and  Ptirpose  ot  raising  means  to  malce  a  aouole  track  : 
N«w  Yoak,  the  greatly  increased  a')d  increasing  business  ol 

Passengers  «-ill  tod  this  route  uneaquelled  for  comfor  and  tj^g  ^oad  makes  this  absolutely  necessary, 
dispatch,  and  attended  with  lesefatigue  aod  dely  than  any  ether.       _,_     ,  .^  ,      ,,.       .  «    .,         •    •       •!_»/•  -i 

It  posseUes  moreover  the  advantage  of  a  short  Ferriage  of  only,      The  Little   Miami  Railroad    IS  eighty-foOT  miles 


uucuv/u  with  the  Cleveland  ati<;  tuiuuiuub  Kuad  ; 
in  fact  they  are  now  run  as  oii<j  line  greatly  to  the 
advantage  of  all. 

Regular  annual  10  percent,  dividends  have  been 
declared  since  Decemlnsr,  1847,  with  an  extra  di- 
vidend of  5  i)er  cent,  in  1862.     In  1S')2  tuocash 
dividends  of  5  per  cent,  were  made. 
Tlie  preFcnt  surplus  and  reserve 

fund  amounts  to $98,646  10 

The  mortgage   covers   the  entire 

line  of  load,  costing  to  dale.. .   2,708,108  19 
To  be  expended  on  double  track, 
Ac 1,500,000  00 


long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Springfield;   is   now   in  complcU 
running  order;  has  cost,  including  equipmenus, 
stations,    station-houses,   &c.,    up    to    this  dat< 
$2,708,109  19. 

I     This  Company  hold  stock  in  the  Columbus  and 
IXTY  MILES  DISTANCKSAVKDI— ONLY  THlRTY-SIx'Xenia  Railroad  Company  to  the  amount  of  $380. 


fifteen  minutes  acroesthe  River  St.  Lawrence  at  Caugtiuawaga, 
which  has  never  been  known  to  freeze,  and  can  be  confidently 
relied  upon  at  all  xeasoiis  of  the  year. 

B^Frieght  Tartns  run  daily  each  way. 

For  particulars  see  Friegbt  and  Passenger  Tariff 

BaeoAfis  checked  throtigh. 

H.  W.  NELSON,  Superintendeot 


AND  A  HALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  the 
Great  Western  U.  S  Ttu-ough  MaU— FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  and  all 
Ports  ou  Lake  Mjchigaa — Through  from  Buffalo  to  Monroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  following  magnificent  and  unequalled  steamers  from  the 
line  between  BuHklo  and  Monroe 

EMPIRE  STATE.  J.  Wilson,  Commander,  leaves  BuffiUo 
Moodayii  and  Thursdays. 

SOUTHERN  MICHIGAN,  A.  D.  Psbkihs,  Commander, 
leavef>  Bui&lo  Tuesdays  and  Fridays. 

NORTHERN  INDIANA,  L  T.  Pheatt,  Commander,  leaves 
BulSik)  Wednesdays  and  Saturdays. 

Doe  of  the  above  splendid  steamers  will  leave  the  Michigan 
Southern  Raih-oad  Line  Dock,  at  9  o'ckwk,  P.  M.  every  day, 
(except  Sundays)  aod  run  direct  through  to  Monroe  without 
landing,  in  14  hours,  where  the  Lightning  Express  Train  will  be 
in  waiting  to  take  passengers  direct  to  Chicago  in  S  hours  ;  ar- 
nving  next  evening  after  leaving  BuffiUa 

THE  LAKE  SHORE  RAILROAD. 

runs  In  connection  with  this  line,  forming  the  only  continuous  line 
of  Railroad  to  Chicago  and  the  Illinuis  River. 

For  Through  Tickets,  by  New- York  and  Erie  and  Buffiilo  aod 
.New-York  City  Railroad  via  Buflalo,  or  by  the  People's  Line  of 
Steamboats,  Hudson  River  Railroad  via  Albany  and  BuffiUo,  ap- 
ply to  ,  , 

JOHN  F.  PORTER,Agent, 
Na  193  Broadway,  comer  Dey-st,  N.  Y, 


Railroad  Car  Works. 


000,  which  now  commands  a  premium  of  20  {>ei 
cent.  Also,  in  the  Hillsborough  Road  the  amouiu 
of  $11,716. 

The  receipts  of  the  Road  have  been  as  follows 

For  the  year  ending  Dec.  1, 1844 $18,623  36 

For  the  year  ending  Dec.  1,  1846 46,327  58 

For  the  year  ending  Dec.  1,  1846 116,052  02 

For  the  year  ending  Dec.  1,  1847 221,189  52 

For  the  year  ending  Dec.  1,  1848 280,086  78 

For  the  year  ending  Dec.  1,  1849 321,398  82 

For  the  year  ending  Dec.  1,  I860 406,697  24 

For  the  year  ending  Dec.  1,  1851 487;845  89 

For  the  year  ending  Dec.  1,  1862 626,746  35 

The  receipts  from  Dec.  1, 1862,  to  Sept. 

1,  1863, 10  months  were 644,626  69 

For  the  same  period  year  before 411,797  06 


Increase  in  10  montts $132,823  53 

The  position  of  this  road,  being  the  natural, 
shortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  In  the 


rrs  Undersigned  are  prepared  to  manu&cture  for  Raihrood  country. 
Compaoiea,  Passenger  Baggage,  Cattle,  Freight,  Gravel  and  An  inspection  Of  a  map  will  show  its   connections^ 

Hand  Cars,  also  Baggage  barrows  i^Preig^rocka.  U  be  many  and  imporUnt.     This  roadoperatef 

Mai/sviiie,Ky.,  Sept.7B,i96i.'      "  '   |the Columbus  and  Xeola  Road,  and  runs  in  con- 


Value  of  security $4,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
one  of  the  most  ample  character,  being  a  first  and 
only  mortgage  or  deed  ol  trust  (excepting  one  of 
jfl00,000  to  the  City  of  Cincinnati)  on  the  Com- 
pany's Road,  Stations,  Franchises,  net  income,  &,c., 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  fw 
the  bondholders,  with  ample  power  to  lake  posses- 
sion of  the  Road,  its  real  and  personal  estate,  fran- 
chises, &c.,  and  to  sell  the  same  to  the  highest 
bidder  for  cash,  if  default  be  made  in  payment  of 
interest  or  principal.  The  mortgage  ia  for  $1,- 
500,600,  and  cannot  be  increased. 

The  Stock  owned  by  ttic  Road  in  the  Columbus 
and  Xenia  and  Hillsborough  Railways  will  much 
more  than  pay  off  the  $100,000  prior  lien  to  the 
City  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, excepting  this  loan  of  $1,500,000. 

These  Bonds  are  offered  at  private  sale  by  ttie 
undersigned,  Agents  of  the  Company. 

Printed  statements  of  the  afiairs  of  the  Com- 
pany, and  any  turther  information  relative  to  the 
securities,  will  be  given  by 

WINSLOW,  LANIER  &  CO., 
No.  62  WaU-st. 

New  York  and  Erie  U.  R. 

PASSENGER  TRAINS 
leave  Pier  foot  of  Duane  street, 
aafoUowa,  viz:— 
Dar  KxTKBSS,  at  0  a.  m.  for  Dunkirk  and  ButAilo. 
Mail,  at  ik  a.m.  for  Dunkirk  and  Buffiaki,  and  all  uitermediate 
stations.    Passengers  by  this  train  will  remain  over  night  at  an>' 
dtation  between  Biughamtoo  and  Coming,  and  proceed  the  nest 
morning. 

AccoMMODATioii,  at  12^  p.m.  for  Delaware  aod  all  i-  tenn*- 
diate  stations. 
Wat,  at  3>i  p.m.  for  Delaware  and  all  intennediat4>  statiood 
NiGBT  Expacas,  at  S  p.  m.  for  Dunkirk  and  Bultak). 
Kmiobajit,  at  6  p.ni.  for  Duokirk  and  all  intermedjat«  statMiM. 
On  Sunda}-s  only  one  Express  Train — at  6  p.m. 
The  Express  Trains  connect  at  Dunkirk  with  the  Lake  Sbor* 
Railroad  for  Cleveland,  Cincinnati,  Chicago,  etc,  and  at  WnfM*^ 
•vith  first  class  spteodid  steamers  for  Cleveland,  Sandusky  Tole- 
to,  Detroit  and  Chicago.  ' 

CHAa  MTNOT.  Sop't 


r,  POND  8l  CO.; 

MANUFACTURERS  OF 


•i 


WASHBURN'S  PATENT  CAR  WHEELS, 

^v;..     ...;-:     FOUNDRY,  NORTH  THIRD  ST.,  TROY,  N.  Y.      . 


FROCW,  CHAIRS,  AND  OTHER  CASTINGS  FOR  R^IILROADS. 

^eels  Manufactured  from  the  best  of  Satsbury  and  Sterling  Inm  (mixed),  under  the  direction  of  Mr.  Washburn,  and  warranted 


. , -.y 


5  "-***•*. ^iviyi*""*  '■  ,  ■*  "^  ■W\^f; 


?^p  .#;-«  jp-i.i  11^.  ^  u^iii  III  J  ^|ii^vv^|«i!s<ip^0«ppm^ 
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XMoUee  tu  Coiiti'aetors. 


SEALED  PKOPOSALS  will  be  received  at  the 
Office  of  the  Mississippi  Central  Railroad  Com- 
pany in  Holly  Springs,  Mississippi  until  one 
o'clock  &  P.  M,  of  Tuesday  the  16lh  day  of  No- 
vember next,  for  the  Clearing,  Grubbing,  Grading, 
Bridging  abd  Furnishing  Crossties  for  about  22 
miles  of  said  road  between  the  Town  of  Holly 
Springs  and  the  State  line  of  Tennessee. 

Plans  and  specificationa  may  be  seeo  at  Holly 
Springs  after  the  10th  day  of  November  next. 

Proposals  will  be  received  at  Orauada  Mississippi 
until  one  o'clock  P.  M.  of  Wednesday  the  7  th  day 
of  December  next  for  the  same  description  of  work 
and  materi«ds  on  the  line  of  road  between  Water 
Valley  and  Qrauada  being  about  30  miles.  Plans 
specitications  may  be  seen  at  Granada  after  the 
Ist.  day  of  December  next. 

Proposals  will  also  be  received  at  Canton  Mis- 
sissippi until  one  o'clock  A.  M.  of  Wednesday  the 
14th  of  December  next  for  the  same  discription 
of  work  and  materials  between  Canton  and  the 
Big  Black  river,  a  distance  of  about  12  miles. 

Plans  and  specifications  may  be  seen  at  Canton 
after  December  10th. 

The  work  will  be  divided  into  sections  of  one 
mile  each  and  proposals  will  be  received  for  each 
item  seperately  or  for  the  whole  work  on  one  or 
more  sections. 

The  right  of  rejecting  such  proposals  a.s  are  not 
•atiafactury  is  reserved. 

HEALY,  UOLMAN,  SIMS  &  CO. 
Holly  Springs  Mississippi. 

October  10th  1853. 

Furnace  for  Kent. 

THE  George's  Creek  Coal  and  Iron  Company 
will  RECEIVE  PROPOSALS  until  the  first  of 
November  next,  to  rent  their  FURNACE,  at  Lo- 
naconing,  situated  in  the  village  of  the  same  name 
in  Alleghany  County,  Maryland. 

This  Furnace  was  the  first  in  the  United  States 
for  the  manufacture  of  iron  w  itb  cOi>.e,  and  as 
Mr.  Overman,  in  his  Treatise  on  Iron  Making,  just- 
ly says,  "has  been  the  model  for  all  that  have  suc- 
ceeded it." 

Fifty  feet  from  the  hearth  up,  and  with  14  feet 
boshes,  it  is  capable  of  turning  out  from  seventy  to 
100  tons  per  week,  according  to  the  kind  of  metal 
made. 

It  has  all  the  accessories  necessary ;  a  steam 
•ngine  and  blowing  cylinder,  capable  of  supplying 
8000  cubic  feet  of  air  per  minute,  three  water  twy- 
eres  which  can  be  fed  with  hot  or  cold  air ;  hot 
air  furnaces,  etc.,  etc.,  and  a  spacious  and  most 
convenient  cMt-house. 

Some  rtpairs  will  be  necewary,  which  the  ten- 
ant wotiU  be  expected  to  put  up  at  his  own  cost. 

T\»  ^AL,  of  flnt  quality  for  making  coke,  is 
immedUtdy  above  the  Furnace,  and  connected 
with  it  by  an  inclined  plane. 

The  ORE  MINES  are  a  few  hundred  yards  off 
LitOBStooe  is  on  the  same  ground,  not  much  fur- 
ther. These  ores  are  good  for  thirty  per  cent,  grey 
iron  of 'Arst  quality;  and  in  addition,  in  various 
places  of  the  proprietor's  estate,  and  adjoining  it, 
are  deposits  of  Heamatatis,  much  richer;  the  right 
of  mining  which,  on  the  lands  of  the  company  will 
be  conceded  without  royalty. 

With  all  these  resources.  Iron  has  been  and  can 
be  made  there  at  an  unusually  low  price,  4Qd  of 
superior  quality. 

The  Furnace  is  nine  miles  from  the  Baltimore  &. 
Ohio  Railroad,  at  Piedmont,  and  is  connected  by 
a  railroad  in  regular  operation ;  so  that  there  is 
every  facility  fbr  speedy  and  economical  freights 
to  either  an  eartem  or  western  market. 

There  will  be  ample  accommodation  for  bands. 

To  a  suitable  tenant  the  terms  would  be  made  j 
advantageous.     Proposals  to  be  endorsed,  "Propo- 
uJs  for  the  Lonaconing  Furnace,"   and  addreued 
to  «  A.  H.  STUMP,  President, 

Box  229^  Baltimore  Post  Office. 

ttet.  16, 186S.  ^^- 


(H^Pknn  A  A  ACINCINNATI,  HAMILTON 
<pO\JUi^vJUANDDAYT0N  RAILROAD 
SEVEN  PER  CENT  MORTGAGE  BONDS. 

The  undersigned,  under  direction  of  the  Board 
of  Directors  of  the  C-  H.  &  D.  Raiiroad  Company, 
a  Corporation  in  the,  State  of  Ohio,  offers  for 
sale  $500,000  seven  per  cent  Bonds.  They  are  in 
sums  of  $1,000  each,  with  coupons  attached  :  prin- 
cipal redeemable  in  the  city  of  New  York  on  the 
1st  day  of  May,  1880,  and  the  interest  payable 
semi-annually  on  the  first  daysof  May  and  Novem- 
ber of  each  year,  at  the  office  of  the  Ohio  Life  In- 
surance and  Trust  Co.,  New  York.  This  Road  is 
completed  with  single  track,  in  a  manner  su|>erior 
to  most  Roads,  and  extends  up  the  Great  Miami 
Valley  from  Cincinnati  to  Dayton.  The  re<:eipt8 
and  disbursements  of  the  Company  for  Construc- 
tions, Real  Esute,  Equipment,  Station  Houses,  and 
incidental  items,  are  a.<«  follows: 

DISBURSEMENTS 
Con.struction  Account  $2,044,433,96  : ; 

Equipment        "  ;W  1,146,04 

RealEsUte        "  234,088,04$2,66y,653,04 

RECEIPTS. 
From  Capital  Stock  paid  in  cash,  at 

par,  and  Bonds  converted $2,100,000,00 

„      Bonds  unconvertible 600,000,00 

„      Surplus  earnings  to  Aug.  1,  '63 

reurvedfund $52,889,16 

$2,682,889,15 

These  Bonds  are  issued  to  defray  the  cost  of  a 
second  track,  from  Cincinnati  to  Hamilton,  which 
is  now  under  contract  and  in  course  of  construction, 
and  for  additional  eqai|iiueiit-<  and  depot  facilities. 
The  extraordinary  incn-ase  of  business,  and  the 
extension  of  connectiiu;  Roail.s,  makes  a  second 
track,  for  iafety  anddesputcu,  absolutely  necessary, 
the  increaseid  earnings  of  which,  it  is  not  doubted, 
will  amply  repay  the  Stockholders  for  the  expen- 
diture. 

The  Roail  was  put  in  operation  on  the  1st.  of 
October,  1861,  at  whith  tinie  two Passenj^er  Trains 
and  one  Freight  were  sutficient  for  the  business.  It 
is  now  found  expedient  t<>  run  daily,  each  way, 
five  Passenger  Trains  and  three  Freight  Trains. 

Thus  far,  the  net  earnings  of  the  Road,  (in  ac- 
cordance with  plelges  made  to  the  original  sub- 
scribers to  the  Stocky  have  been  paid  to  the  Stock- 
holders in  ctish  diviaends;  three  of  which  have 
been  made,  besides  paying  eight  per  cent,  interest 
in  cash  during  the  construction  of  the  Road.  This 
policy,  differing  from  that  pursued  by  most  Roads, 
leaves  no  other  mode  for  accomplishing  the  work 
proposed,  than  a  further  issue  of  Bonds. 

The  earnings  (nearly  all  local)  of  the  first  two 
years,  ending  on  the  80th  ult.  show  the  necessity 
of  the  second  track,  arising  from  the  rapid  increase 
of  business,  and  the  prospect  that  they  will  con- 
tinue neatly  the  like  ratio.  They  were  as  follows, 
on  a  read  BO  miles  in  length: 

Year  ending  ^ept.  30th.  1852, $241,426  41 

Year  ending  Sept.  30th,  1863, 402,154  47 

Increase,  (over  66  per  eent.) $160,728  06 

The  present  business  of  the  road,  and  its  future 
prospects  justify  the  upinion  that  besides  paying 
semi  annual  cash  dividends  of  five  per  cent,  a 
fund  will  be  accumulated  from  the  earnings  suffi- 
cient to  discharge  the  liabilities  from  bonds  issued 
by  the  time  they  become  due,  which,  on  reference 
to  the  reserved  fund  and  as  by  figures  above,  will 
be  seen  to  be  ttie  policy  of  the  Company. 

The  position  occupied  by  the  Cindnnati,  Hamil- 
ton and  Dayton  Railway  is  one  of  the  most  com- 
manding for  businen  in  the  Western  country.  It 
is  sixty  miles  in  length,  running  through  the  po- 
pulous and  fertile  Valley  ofthe  Great  Miami,  where 
water  power  for  manufacturing  purposes  is  abun- 
dant. The  great  feature  of  the  Road  is  its  loccd  tra- 
vel and  traffic,  which  cannot  be  materially  inter- 
fered with.  If  the  necessary  facilities  are  furnished. 
The  average  number  of  paaaengers  now  carried 
daily  is  over  eleven  hundred,  more  than  three- 
fourths  of  which  are  way  passengers.  Four  Roads, 
now  in  operation,  connect  with  it  ftt  DayUm,  and 


one  at  Hamilton,  with  which  arraogementa  have 
been  made  for  a  permanent  business.  Four  other 
Roads,  now  in  course  of  construction,  will  also 
connect  with  this  Koad  at  H&miiton,  Carlisle  and 
Dayton.  A  glance  at  the  map  will  show  that  the 
immense  trade  and  travel  from  the  West,  North 
and  North  West  will  be  secvre  to  this  road,  whilst 
at  the  .same  time  it  will  be  seen  to  occupy  a  favor- 
able position  for  a  fair  share  of  Eastern  bu-siness. 

Sealed  Proposals  for  $260,000  of  the  Bonds,  will 
be  received  at  the  Office  of  the  Company  in  Cin- 
cinnati, and  by  Jos.  B.  VAKNUM,Esq.,  a  Director  in 
the  Road,  62  Liberty  street  New  York  (where  any 
further  information  can  be  had  of  him,  or  of  Chas. 
J.  Stedman,  Esq.)  until  the  first  day  of  November 
ensuing.  No  bid  will  be  entertained,  unless  it  shall 
exceed  ninety  per  cent. 

Payments  for  the  Bonds  may  be  nude  in  instal- 
ments of  one  third  each  and  the  remainder  in  80 
and  60  days,  or  the  whole  may  be  paid  at  one  time 
as  best  suits  the  purchaser. 

8.  8.  L'HOMMEDIEU,  Pres't. 

Cincinnati,  Oct.  10, 1863.  .7     -     . 

Mr.    Wm.  Naish, 

OF  NEWPORT,  MONMOUTHSHIRE, 

INSPECTOR  of  Ralls,  begs  most  respectftilly  to 
acquaint  Importers  of  rails.  Engineers  and  oth- 
ers connected  with  the  railroads  of  America,  that 
he  still  continues  to  execute  orders  of  inspection 
throaghout  the  various  districts  of  South  Wales 
and  adjacent  Iron  Works,  and  confidently  refers  to 
the  satisfaction  which  his  supervision  has  given 
during  the  last  ten  years,  to  exporters  of  rails  and 
others  as  below  named  as  a  proof  of  the  fidelity, 
carefulness  and  promptitude  of  his  mspections. 

BARING,  BROTHERS,  London. 

PALMER,  McKELLOP,  DENT  4,  Co.  Do. 

LEWIS  HOPE,  Esq,  Do. 

Hon.  JAMBS  WADS  WORTH,  BuflTalo,  N.  Y. 

COLLMAN   Sl  GLOLTERFOHT,  London. 

JAMES  SPENCE,  Esq.,  Liverpool. 

C.  THOMPSON  &  Co.,  Do. 

NAYLOR,  VICKERS«^C»>.,  Do. 
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Railroad  Iron. 

nnwO  THODBAND  TONS  Brie  Psttern,  68  lbs.  to  the  yard, 
J.    already  iihippvd,  and  expected  here  twon — for  »«le  by 
38tr  JOHN  H.  UICK3,  00  Beaver  at 


To  Railroad  Companies. 

COLLINS'  PATENT 

'    '         VJBNTIl-ATORS, 

FOR 

Ventilating  all  kinds  of 

Plbmc  anu  Pkivate  Buildinu.s 

Railroad  Cars,  Depots,  etc. 

THB  Subacriben  would  Invite  the  at 
tentioii  of  the  public  to  the  above 
celebrated  Patent  Ventilator.  ThhVen 
tilator  id  the  best  one  now  known  at,  fbr 
luring  a  pure  air  in  rooms,  and  (footing  all  foul  air.  It  baabeeu 
adopted  by  all  the  principal  Railroad  Companies  and  Oar  Vac- 
tones,  and  is  estenelve^  used  fbr  private  dwellinga,  and  for  the 
cure  of  BiBoky  Chimneya  cannot  be  excelled.  Manulkctnred  and 
(brnle  by 

BAKER  &  WILLIAMS, 
No.  406  Market  st.,  Girard  Row, 
Sole  AgeiUsfor  Pennsylvmia. 

CERTIFICATES. 
Engineer  Department  P.R.R.,  AUootia,  Feb.  8, 1868. 
This  is  to  certify  tnat  Messrs.  Bakik  &  WlLLiAna,  of  406 
Market  st,  Philadelphia,  have  fUmished  a  large  number  of  Col- 
line'  Patent  Qatrwiized  Iroii  Ventilators  for  the  P.  R.R.  Co.,  and 
that  tkey  bxm  given  every  satisfaction,  acting  fUlly  as  represent- 
ed.   I  conatSer  tbein  as  a  neceeeary  appendage  to  an  Sngine 
House.    We  have  theni  in  use  thirteen  inches,  and  two  feet  dianv 
'jter,  acting  equally  well    So  well  satisfied  ani  I  of  their  useful 
ess,  that  the  £ngine  Houses  we  are  about  building  will  be  sup 
tod  with  them  at  every  point  where  a  draft  is  oeeeaary  to  free 
baUding  or  smoke  STRICKLAND  KITBASS, 

Principal  Attietant  Engineer  P.  R.R.  Co- 
Engineer  Depart.  P.  R.R  Co.,  Pitfburgh,  May  12, 1868. 
iSaasra.  Bakbs  h  Williams, 

Dew  Sin-The^  CoUins'  Patent  Ventilators  ftimUied  by  you 
for  the  EngiDe  Houae  at  thia  place,  have  been  in  uaeievatsl 
mouths  wai  tMr  aa»iU  bave  been  Ailly  tested  and  have  gtveo 
moat  perlbct  latia&ctioo  -,  being  cooatnicted  00  true  principit* 
of  Veatiktioo,  and  the  workmaoahip  jnofa  lulMUvliBt  m4  ■UP* 
lior  ebaiaeter.  Tours  truly,  OLTVSR  W.  BAKl^B, 
8mi0  Phnc^  JMtttant  Engimer  P.  BJt,  €•• 
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Notice  to  Contractors. 

NOETHERN  CROSS  RAIL  ROAD, 

STATE    OF    ILLINOIS. 

MAPS,  profiles  aad  estimates  for  the  work  ne- 
cessary to  the  complete  construction  of  the 
NoRTUEBN  Caosa  Railroad,  will  be  exhibited  at 
the  office  of  the  company  in  Quincy,  on  and  after 
the  13th  November  and  proposels  for  the  work  are 
requested  from  contractors. 

Meanwhile,  as  the  preliminary  lines  hare  been 
taced  on  the  ground  which  do  not  vary  materially 
from  the  probable  location,  and  as  the  work  will 
be  let  by  quantitias  with  equitable  provision  for 
changes,  it  is  entirely  practicable  by  visiting  the 
ground  to  obtain  all  the  most  important  informa- 
tion necessary  to  regulate  the  bids. 

The  route  extends  from  Quincy  on  the  Missis- 
sippi river,  in  a  direction  east  and  north  to  the  di- 
viding ridge  between  the  Missibsippi  and  Illinois 
rivers,  thence  abont  midway  between  those  rivers 
to  Galesburg,  in  Knox  county,  a  distance  of  about 
100  miles.  At  Galesburg  it  connects  with  other 
roads  leading  to  Chicago.  The  country  through 
which  it  passes  is  well  settled,  healthy  and  fertile, 
unsurpassed  in  these  latter  particulars  on  this  con- 
tinent, and,  as  it  is  contemplated  to  build  a  road 
of  the  first  class  common  in  the  United  States,  the 
work  will  be  of  sufficient  magnitude  to  make  the 
execution  desirable  including  at  many  place  good 
work  for  the  winter. 

The  line  will  be  divided  into  sections,  and  pro- 
posals will  be  received  for  the  construction  of  one 
or  more  up  to  the  whole  road,  the  propositions 
being  made  for  the  grading  and  masonry-bridges, 
ties  aud  sills — and  complete  construction,  (except- 
ing depots,)  all  in  a  single  contract  or  separately 
fur  each  item. 

Contracts  will  not  be  closed  before  the  25th  No- 
vember, nor  sooner  thereafter  than  to  afford  suf- 
ficient time  to  decide  on  the  most  satisfactory 
offer. 

Specifications  for  the  mode  of  construction,  with 
maps  and  profiles  of  the  preliminary  lines,  may 
always  be  seen  at  the  office  in  Quincy. 

Quiuey,  Illinois,  September  2oth,  1853. 

N.  BUSHNELL,  President. 

;     ...  ,  ,       W.  H.  SIDELL,  Chief  Engineer. 

Note.  From  the  point  where  the  line  to  Gales- 
burg leaves  its  easterly  direction  to  turn  northerly, 
an  extension  is  projected  to  the  Illinois  river.  Tais 
will  be  about  80  niiles  long,  terminating  opposite 
Meredosia,  where  it  connects  with  the  main  line 
of  The  Great  Western  Road,  which  extends  from 
thence  east  through  the  capitals  of  Illinois,  Indiana, 
Ohio,  &.C.  The  construction  of  this  part  of  the  line 
was  begun  as  a  Sute  work  about  fifteen  years 
ago,  and  abandoned  after  a  large  sum  had  been 
expended  in  the  graduation.  The  company  will 
be  ready  to  negotiate  for  its  construction  as  a 
separate  work. 


The  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Can>,  &.c.  &c. 

Having  ample  facilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  to 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Rail  Road  Bridges,  &c.  soAde  to  ordexAt 
short  notice. 

Orders  Respectftally  Solicited. 
Addi«H,     -  HENRY  SIZSR.  Agtnt, 

CincioaatL  Ohio. 

Office^696  fifth  «to««|,  OiociBoati-;  ftt  S£l  Road 
Depot  Buildinf.  .S^^t  j^  t^>»r  V  -^  V-V 


lilTHOCiRAPUY. 

PTTBLISCTBS,  Civil  Br  (ine«ra,  kUchlniaU,  aai 
quiring  LiUiO(;raphs,  plain  or  lo  colon,  a 
tiiffik  aniah  or  Uioir  dasignt,  aloof  with  prompt! 

DAVID  oHiixaa.' 

M  South  Srd  BtTMt 
Blay  lat,  186S.  PhUMMpliik. 


BL.L.CT 

;  i  OS  THE 

Mississippi  and  Ohio  KlTer^. 

THIS  WORK  contains  plans  lor  the  protection 
of  the  Delta  of  the  Mississippi  from  iiiundatiita, 
and  investigations  of  the  practicability  and  co>i  of 
improving  the 

NAVIGATION  OF  THE  OHIO  RIVER, 

BV  MEANS  or 

RESERVOIRS; 
and  an  appendix  on  the  Bars  at  the  mouths  of  the 
Mississippi,  by,  Charles  Ellet,  Jr., 

Civil  Engineer. 
1  Vol.,  8  vo.,  price  $3. 

Notices  op  the  Press. 
From  the  Scientific  American. 
"We  hope  to  see  the  plans  of  Mr.  Ellet  carried 
out.     We  believe  them  to  be  not  only  feasible,  but 
eminently  ingenious   and  practical."'     "If  carried 
out  they  will   be  the  means  of  benefitting  all    tli<- 
country  watered  by  the  tributaries  of  the  Missis- 
sippi, and  that  noble  river  itself  to  an  amount  far 
beyond  our  ability  to  compute  at  present." 
From  the  Cincinnali  Railroad  Record. 
"The  question  then  arises  whether  the  equaliza- 
tion of  the  waters  can  be  accomplished  ?  If  so,  can 
it  be  done  at  a  moderate  coetl     Both  these  ques- 
tions must  be  answered  inthe  affirmative."     "The 
demonstration  of  this  has  been  made  by  Mr.  Ellei 
in  his  book,  so  complete,  that  if  the  work  be  never 
done,  this  memoir,  at  least,  will  remain  a  zo^m- 
ment  to  the  genius  and  labor  of  its  authw,  and  to 
the  skill  of  American  Engineers." 

From  the  Journ^U  of  the  FranJclin  JnslU^Ue. 

''This  book,  which  we  look  upon  as  certainly 
one  of  the  most  valuable  contributions  which  has 
yet  been  made  to  Civil  Engineering  in  this  coun- 
try, consists  of  two  elaborate  memoirs  on  the  Mis- 
sissippi and  Ohio  rivers." 

"It  will  be  seen  that  Mr.  Ellet  has  taken  the 
most  comprehensive  view  possible  of  this  subject, 
and  has  treated  his  work  with  great  ability." 
From  Appleton's  Mechanic's  Magazine. 

"This  work  contains  a  larger  amount  of  facte 
bearing  on  the  past,  present,  and  probable  future 
of  the  Mississippi  valley,  and  will  be  intensely  in- 
terestiog  to  the  general  reader,  in  that  great  and 
growing  section  of  our  country.  It  investigates 
the  causes  of  freshets,  the  reasons  for  their  gradu- 
al and  certain  increase  in  height,  as  the  country 
becomes  settled  and  drained,  and  points  out  what 
is  in  his  opinion  the  best  and  only  method  of  ef- 
fectually protecting  the  valuable  lands  on  the  low- 
er Mississippi  fi'om  threatened  destruction,  and  of 
maintaining,  to  some  extent,  an  equal  flow  of  wa- 
ter in  the  channels  of  great  rivers  throughout  the 
year." 

From  Hunt's  Merchant's  Magazine. 

"Mr.  Ellet  has  furnished  a  fund  of  knowledge 
and  information  in  this  work  which  must  com- 
mand the  attention  of  professional  readers." 

"In  making  these  surveys,  Mr.  Ellet  has  intro- 
duced a  new  system  of  civil  engineering  which 
must  increase  in  interest  as  it  becomes  more  fully 
developed.  His  views  are  supported  by  irresisti- 
ble argtmients  and  clear  reasoning.  His  calcula- 
tions are  made  with  great  care,  and  the  diagrams 
illustrate  his  subject  perfectly."  ■".':. 

Lately  published  by, 
LIPPENCOTT,  QRAMBO  Sc  Co., 
PhilAdelphla, 

And  foe  aale  by, 

^D.  S.  APPLETON  &  Co.,)  ^.„  ^    . 
and     O.  P.  EOMfAM  &  Co.,     }  N*'^  York. 


N.  York  aud  S.  Haven  K.  K. 

NOTlCi:  OF  SUMMER  ARRANGEMENTS, 

Curnntendn£  Mondat/,  May  W,  1W3. 

T&AUil*  FBOM  KEW  rOltS.  TRAIKa   TO  KCW  TOKE. 

7  ▲.  M.— AeoemiiHxlauuu  tv>  iJ3a  A.1L — Specuti,  froH  Port 

New  Uaveii.  Cbeeter. 

^  A.  U.— KxpreKs  luriiostoa,  6.00  A.M.— Cunuiiuutioo  tKfta 

I'tojipiiiK  at  Stam-  New  Uuveo. 

^brd    aod    Bivlyo- 6.16  A.M.— Aecomtrtodatiaaflii 

fiort  New  Uavec 

9.10  A.M.— .special     tor    PoniS.10  A.M.— Accouimodmtienfeu 

OheMer.  I  New  Uaveo. 

11.80  A.1I.— AcconvnodatioB  lbrl«.86  A.M.— KxpreM  IVuin  New 

New  Havea  3«v«d,  nti|imt»T 

3-00  P.M.— Kipreaa    for    New  j  Bnd^purt,      *i«r- 

Haven,  stopping  al  waikuMl  bumiford. 

^tamrurd,  Nurwalk  1-07  P.M.— Buaion       Szprew, 

and  BnUiiepurL       I  stuppai^  at  iirMiKv- 

4.00  P.M.— A(.co:iiiuo«lauoafor'  pott,  Nurwaik  ai><l 

New  UaveD.  '  Stauifurd. 

S.OOP.M.— Kxpriwe  for  Bostoo,  4.00  P.M. —Special,  fKm  Port 

»toppuu;  at  N.  Ua-;  dtvOtet. 

ven.  i4.00  P.M.— Accuniinodatiao  fa 

5.35  P.M.— Commutattoo for  N.  New  Uaveo. 

UaveiL  9.80  P.M.— Buatoii       Kxpreaa, 

6.80  P.M.— SpeeuU     for    Port  eiuppintf  at  ltnd|{e- 

Obeater.  i     -  V^f^  Norwalk  and 

I  Staiiilord. 

GEORGE  W. 
Sew  Haven,  May,  186.3. 


WHISTLEK,  it.,  Sap'L 


STATE  OF  NEW  YORK— SECRETARY'S 
office,  Albany,  AugustlH,  1863^10  Uie  Sheriff 
of  the  County  of  New  York. — Sir  .  Notice  is  here- 
by given,  that  at  the  General  Election  to  the  held 
in  this  State  on  the  Tuesday  succeeding  the  first 
Monday  of  November  next,  the  follow  lug  officers 
are  to  be  elected,  lo  wit: 

A  Secretary  ofState,  in  the  of  Henry  S.  Randall ; 

A  Controller,  in  the  place  of  John  C.  Wrigbt, 

An  Attorney-General,  in  the  place  of  Levi  8. 
Chatfield ; 

A  State  Engineer  and  Surveyor,  in  the  place  of 
William  J.McAlpine ; 

A  State  Treasurer,  in  the  place  of  Benjamin 
Welch,  Junior; 

A  Canal  Commissioner,  in  the  place  of  John  C. 
Mather; 

A  State  Prison  inspector,  in  the  place  of  William 
P.  Angel; 

Two  Judges  of  the  Count  of  Appeals— one  in  the 
plaee  of  Charles  H.  Ruggles,  aud  one  in  the  place 
of  Hiram  Denio,  appointed  to  fill  the  vacancy  oc- 
casioned by  the  resignation  of  Freeborn  G.  Jewett; 

A  Clerk  of  the  Court  of  Appeals,  in  the  place  of 
Charles  S.  Benton ; 

All  whose  terms  of  service  will  expire  on  the 
last  day  of  December  next,  except  that  of  Freeborn 
G.  Jewett,  which  will  expire  on  the  last  day  of  De- 
cember 1867. 

Also,  a  justice  of  the  Supreme  Court  for  the  Fir»t 
judicial  District,  in  the  place  of  John  W.  Edmonds, 
whose  term  of  office  will  expire  on  the  last  day  of 
December  next ; 

Also,  four  Senators  (br  the  Tbird,  Foartb,  Fifth 
and  Sixth  Senate  Disiriets,  in  the  places  of  Wiliiam 
McMurray,  Obediah  Newcomb,  James  W.  Beek- 
man,  and  Edwin  D.  Morgan,  whose  terms  of  office 
will  expire  on  the  last  day  of  December  next. 


COUNTY    OFFICERS 


ALSO    TO    >I 
COUNTY . 


ELXCTCD  FOR    SAID 


Sixteen  members  ol  Assembly ; 
Two  Justices  of  the  Superior  Court,  in  the  place 
of  John  Duer  and  Robert  Emmet; 

A  Judge  of  the  Couit  of  Common  Pleas  ia  the 
place  of  Charles  P.  Daly; 

A  District  Attorney  in  the  place  of  N.  Bowditch 
Blunt. 

Two  Governors  of  the  Almshouse,  in  the  places 
of  Richard  S.  Williams  and  Isaac  Townseod ; 

All  whose  terms  oi  office  will  expire  on  the  last 
day  of  December  next. 

Yours,  respectfully, 

HENRY  S.  RANDALL,       ' 
Secretary  of  State. 

The  above  is  published  ponuant  to  the  ootic* 
of  tile  Secretary  of  State  aoid  the  requiremeots  of 
the  statute  ts  such  case  made  and  provided       <■  - 

JOHN  ORSJB&, 
Sheriff  of  the  City  and  Couatjr  of  K«ir  tot^ 


»!f™si"ji '.J}' «'•"»".".•. jj "ir-K  ".v'T-^A™  "*.''»?'^:*'^^"'    'i'.'Wft'i'wr^r^^^f^'^^f^'Jtf "■■''Jf* 
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AMERICAN    RAILROAD    JOtTRNAL. 


Valuable  Works  on  Rail- 
roads^ Railway  Engineer- 
ings, Steam  Engines,  &.c. 

LARDNER'S  RAILWAY  ECONOMY,  1  to1.S2  00 

THE  STEAM  ENGINE,  STEAM  NAVKJAT 
TION,   ROADS   AND  RAILWAYS,   Ex- 
plained and  illustrated  by  Dr.  LARDNER, 
8ih  Edition,  revised  and  improved 2  00 

TREDGOLDON    THE  STEAM  ENGINE, 3 
vols.,  4  to.,  >^  calf 50  00 

TREDGOLD  8  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1  60 

PORTWINE   ON  THE   STEAM   ENGINE..      oO 

BURGOYNE'S  ART  OF  BLASTING  ROCKS, 
QUARRYLNG.&C 31 

TREATISE  UN  TUBULAR  AND  GIRDER 
BRIDGES 31 

BAILER'S    LAND    AND     ENGINEERING 
SURVEYING %.       62 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 1  50 

PRIDEAUX  ON  ECONOMY  OF  FUEL....        31 

SE»¥ELL  ON  STEAM  AND  LOCOMOTION 
Vol.  1 31 

HERBERTS  ENGINEERS  AND  M£CHAN> 
ICS  ENCYCLOPEDIA,  2  Vols 9  50 

GABRS    RAILWAY   LOCOxMOTlON    AND 
STEAM  NAVIGATION 1  75 

TRaUTWINE   on    EXCAVATIONS   AND 

EMBANKMENTS 1  00 

Imported  and  fur  sale  by  JOHN  WILEY, 

167  Broadway,  New  York. 

Henry  1.  IbbotMon, 

manufacturcb  of  . 

FILES   ASu   SAWS, 

Witrraoted  of  au  perior  quality. 
Ofio*  and  Warebouae,  218  Voari  nt,  New  York. 


coupon   Bonds, 
1  and  July  1,  in 


Machinists^  Tools. 

A  SUPERIOR  CLASS, 

DESIGNED  particularly  lur  Railroad  woric,  manufkcttired 
by  L.  B.  TING  &  CO.,  (late  Alokich,  Tibo  A  Co  ,) 
(jctoberl,  1853. LOWELL,  MASa. 

SIMEON  DRAPER,  46  Pioe  St.,  offers  for  sale 
a  variety  of  Railroad  Bonds  and  Stocks  ;  also. 
State,  City,  Town  and  Country  Bonds,  among 
which  are  : 

Sute  of  Pennsylvania  5  per  cent,  coupon  Bonds, 
$1,000  each,  coupons  payable  Feb.  1  and  Aug. 
1:,  in  Philadelphia,  mature  1877. 

State  of  Georgia  7  per  cent 
S500  each,  coupons  payable  Jan 
Savannah,  mature  1861. 

State  of  Wisconsin  12  per  cent,  coupon  Script, 
for  improvement  of  Fox  and  Wisconsin  Rivers, 
whole  issue  $75,000,  coupon  payable  Jan.  1,  in 
New  York,  mature  1862. 

State  of  New  York  5  per  cent.  Canal  Certifi- 
cates, interest  payable  in  New  York. 

City  of  Troy,  N.  Y.,  6  per  cent.  Bonds,  whole 
issue  $600,000,  Bonds  $1,000  each,  coupons  pay- 
able Jan.  1  and  July  1,  in  New  York,  mature 
1867  and  1872. 

City  of  Newburg  6  per  cent.  Bonds,  whole  issue 
$100,000  coupons  payable  March  1  and  Sept.  1,  in 
New  York,  mature  1873. 

City  of  Racine,  Wis.,  7  per  cent.  Bonds,  whole 
issue  $300,000  bonds.  $500  and  $1,000  each, 
guaranteed  by  the  R.  J.  and  Mississippi  Railroad, 
and  convertible  into  its  stock,  coupons  payable 
Jan  1  and  Jaly  1,  in  Ne^T  York  mature  1872. 

First  Mortgage  Convertible  7  per  cent.  Bonds  of 
the  BuflFalo,  Corning  and  New  York  Railroad, 
Wuple  issue  $b&0,OW),  coupons  payable  in  New 
York   April  land  Oct,  1,  mature   1867. 

First  Mortg^g®  Convertible  7  per  cent.  Bonds 
the  Western  Vermont  Railroad,  whole  issue  $400,- 

000.  cupons  payable  in  New  York  Jan  1  and  July 

1,  mature  1861-71. 

First  Mortgage  Convertible  7  per  cent.  Bonds 
of  the  Columbus,  PIqua  and  Indiana  Railroad, 
whole  issue  of  $600,000,  coupons  payable  in  New 
York  Jan.  1  »nd  July  1,  mature  1862. 

First  Mortage  Convertible  7  per  cent.  Bonds  of 
the  Mississippi  and  Bock  River  Junction,  whole 
issue  $400,000,  coupons  payale  in  New  York  Jan  1 


First  Mortgage  Convertible  8  per  cent.  Bonds  of 
the  Milwaukee  and  Mississippi  Railroad,  whole 

issue  $600,000,  coupoas  payable  in  New  York  Jan. 
1  and  July  1,  1802. 

First  Mortgage  7  per  cent.  Bonds,  Coming  and 
Blossburg  Railroad,  whole  issue  $150,000,  coupons 
payable  in  New  York  May  land  Nov.  1.  mature 
1873. 

First  Mortgage  7  per  cent.  Bonds,  Toledo,  Now- 
walk  and  Cleveland,  whole  issue  $525,000  coupons 
payable  in  New  York  Feb.  1  and  Aug.  1,  mature 
18ti3. 

First  Mortgage  7  per  cent.  Bonds,  Mansfield  and 
Sandusky,  whole  issua  $730,000,  coupons  payable 
in  New  York  Jan.l  and  July  1,  mature  1860. 

First  Mortgage  7  per  cent.  Bonds  Vi-rraont 
Valley,  whole  issue  $386,000,  coupons  payable  in 
New  York  April  1,  Oct.  1,  mature  1861. 

First  Mortgage  7  per  cent.  Bonds  Troy  and 
Bennington  Railroad  whole  issue  $100,000  coupons 
payable  in  Troy,  New  York  Jan.  1  and  July  1, 
mature  1862. 

First  Mortg.iKo  7  per  cent.  Bonds  New  Jersey 
Central  Railroad,  whole  issue  81,500,000,  coupons 
payable  in  New  York  Feb.  1  and  Aug.  1 .  mature 
186070. 

First  Mortgage  7  jwr  cent.  Bonds,  Brunswick 
Canal  Co.,  whole  issue  $200,000,  coupons  payable 
in  New  York  Jan.  1,  July  1.  mature  1857. 

Also,  Second  Mortgage  Bonds  of  many  of  the 
above  Companies,  and  7  per  cent  Bonds,  Saratoga 
and  Washington  Railroad,  whole  issue  $d40,0<X), 
coupons  payable  in  New  York,  mature  1862. 

7  per  cunt  Bonds  Troy  and  Boston,  whole  issue 
$300,000  coupons  payable  in  New  York  April  1 
and  Oct.  1 ,  mature  1864. 

10  per  cent.  Bonds  Mansfield  and  Sandusky 
Railroad  Co.,  whole  issue  .■SI 70,000,  coupons  pay- 
able in  New  York  April  1  and  Oct.  1,  mature  1855' 
57. 

7  per  cent.  Mortgage  Bonds  of  the  Atlantic 
Steamship  Co.,  whole  issu';  5700,000,  coupons  pay- 
able in  New  York,  mature  1866. 

8  per  cent.  Convertible  Bonds  of  the  Michigan 
Centtal  Railroad  Co.,  whole  issue  $2,469,600, 
coupons  payable  in  New  Y'ork  April  1  and  Oct.  1, 
mature   I860. 


TYRES. 


LOCOMOTIVE  AND  CAR  WHEEL  TYRES,  from  the  Mann 
ftjctory  of  the  celebrateil  and  well  hnowii  Iron  Worka  of  the 
LOW  MOOR  CO.,  in  England,  are  (Umished  by  the  subscriber, 
Agent,  by  direct  importations,  ready  Welded,  Blocked,  and  Roll- 
ed, fyom  only  oni  bar  ami  with  only  oxa  weld,  at  a  cost  much 
below  that  of  any  other  stamp. 

Importations  through  the  last  year  of  nearly  3000  Single-wekled 
Tyrea,  which  are  now  found  numing  on  the  important  Railways, 
have  rendered  them  in  almost  exclusive  use,  and  their  performance 
of  over  20,000  miles  each,  have  elicitod  thehit{he8t  recommenda- 
tions of  their  superiority. 
All  work  of  tills  Company  is  warranted  to  give  satialkctiaa. 
Sample  Tyres  may  be  seen  at  the  Co'^tal  Palace,  New  York, 
and  at  my  Warehouse,  9  Liberty  Square,  BostoiL 

W.  BAILEY  LANG, 
24  Broaswat,  N.  T. 

0  LiBUITT  SQUASS,  BoSTOS. 


New  Works  on  Civil  Engineering. 

THE  rWd  Practice  of  lay<i«  oat  dreolar  Currea  for  Rail- 
roada.— By  Jobs  0.  TmAnrwiaa,  Civil  Sngiiieer— 2ad  adi- 
tioo  In  pookat-book  fortn. 

A  Mw  aod  rapid  method  of  Calcnhtkit  the  Cnbie  Oontaots  of 
Exeavadooa  and  Embankmanta,  by  the  aid  of  Diagrama,— By 
Jotio  0.  Trautwkie,  Civil  Engineer— with  10  Copper  Plataa. 

Priea  One  Dodar  caab— poatage  on  th«  Cnrraa  Three  Cants— 
and  «n  the  Baeavathaia  and  Kmbankmenta,  to  Oenta 

VoTMleky              WILUAJf  HAMILTON, 
Hal  «r  tbt  taDUhi  InaUtutCL 
Hay4»llNL  ~ 


CORROSIVG  SUBLIMATC. 

THIS  article  now  extensively  used  for  the  presenra- 
tion  of  timber,  la  manufactured  and  for  sale  by 
POWERS  A  WEIOHTM AN,  manufacturing  Chem- 
Isu.  Philadelphia. 
Jan.  90.  lfU9 

Railroad  Iron. 

TH  E  ucdersiffned  being  appointed  Agent  to  Mesars. 
Oueat  dk  C%.,  the  proprietors  of  the  Dowlais  Iron 
Works,  near  Cardiff,  South  Wales,  is  duly  aathoriaed 
to  contract  for  the  sale  of  G  L  Rule  on  the  nioet  ad- 
rantageouB  t«>rraB.  UCHABD  MAKIN. 

April  22,  1862.  j  24  BroiKlway. 


OFFICE  L.  A  U.  M.  R  B.  Co. 
Lawrtnceburgk,  Oct.  11, 1868. 


1 

NOTICE  is  hereby  giyen  that  at  a  meeting  of 
the  Board  of  Directors  of  the  Lawreiiceburgh 
and  Upper  Mississippi  Bailroad  Company  held  on 
the  8d  day  of  October,  1863,  the  following  resolu- 
tions were  adopted,  viz : 

Whereas,  the  principal  places  designed  to  be 
connected  by  the  diversion  and^  extension  of  the 
Lawrenceburgh  and  Upper  Mississippi  railroad 
from  its  earlier  bearings  were  the  cities  of  Indian- 
apolis and  Cincinnati,  and  whereas,  under  ita  pre- 
sent title  such  leading  object  of  the  road  is  qot  as 
distinctly  indicated  as  is  desirable  for  general  in- 
formation. 

Therefore :  Be  it  resolved  by  the  Board  of  Di- 
rectors of  the  Lawrenceburgh  and  Upper  Mississip- 
pi Bailroad  company  that  the  corporate  name  of 
the  said  company  be,  and  the  same  is  hereby 
changed,  and  the  said  company  shall  from  and  af- 
ter the  first  day  of  December  next  be  known  by 
the  name  and  style  of  "THE  INDIANAPOLIS  & 
CINCINNATI  RAILROAD  COMPANY,"  and  as 
such  shall  hold,  exercise  and  enjoy  all  the  privileg- 
es and  rights  exercised  and  enjoyed,  and  be  sub- 
ject to  all  the  engagements,  contracts  and  restric- 
tions incurred  by  said  company  under  ita  former 
iL-ime,  according  to  the  provisions  of  the  General 
Law  of  the  Sute  of  Indiana,  authorising  Railroad 
Companies  to  change  their  names. 

A  true  copy,         WM.  O.  DUNN,  Secretary. 
3t43 

Notlee  to  Contractors. 


OGDENSBURGH,  CLAYTON  ANDBOME  RAIL- 
BOAD. 

THE  OGDENSBUBGH,  CLAYTON  &  BOME 
RAM,  R0.1D  coMTANY  Will  rcceive  proposals 
at  their  OtHce  in  the  Village  of  Borne,  until  the 
24th  day  of  October  next,  for  the  construction  of 
their  railroad  from  Rome  to  Ogdensburgh,  to  be 
completed  as  I'ullows  : 

The  Road  between  Borne  and  Boonville  by  the 
1st  day  of  August  next.  Between  Boonville  and 
Denmark  by  the  1st  day  of  October,  1864. 
Between  Denmark  and  Philadelphia  by  the  1st 
day  of  May  1866.  Between  Philadelphia  and 
Ogdensburgh  by  the  1st  of  November,  1865. 

The  proposals  will  be  received  for  the  con- 
struction of  the  whole  Boad,  including  Lumber 
Ties  and  all  other  materials,  with  or  without  the 
Rails,  in  one  contract,  or  in  short  sections,  at  the 
option  of  contractors,  or  offers  will  be  received 
for  furnishing  the  Lumber,  Tics,  and  other  ma- 
terials separately,  either  for  the  whole  Road  or  for 
sections. 

The  Maps,  Profiles  and  Plans  of  the  Road,  to- 
gether with  specifications  of  the  work  and  materi- 
als will  be  ready  for  the  inspection  of  Contractor* 
at  the  oflBce,  on  or  before  the  10th  day  of  October 
and  Engineers  will  then  be  ready  to  show  the  line 
of  the  Boad  to  persons  desirous  to  contract. 
By  Order  of  the  Executive  Committee,      ? 
HENBY  A.  FOSTEB,  PresidenC 
B.  8.  DoTT,  Secretary. 

Sept.  12,  1863. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PBINTING 
ESTABUSHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execnte  in  the  best  manner,  and  with  dibpatch. 
They  respectflilly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Peintino  of  ExkiMU 
Timt-tabin,  Circulars,  TicktU,  ^,  4^. 

J.  H.  SCUUI^TZ  A  CO. 

Nm  York  Afril  9,  18M.  ;«j»t^  v\Ki«^> 
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AMERICM  RAILROAD  JOURNAL. 
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STEAM  NAVI6ATI0N,  COMMERCE,  MININ6,  MANUFACTURES. 

HENRY  V.  POOR,  Editor. 


BSTABLISnED  I!V  1811. 
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_  'The  Mechanual  Engineering dep&rtment  of  kind,  not  tbe  result  of  an  exercise  of  ingenuity 
this  paper  will  be  under  the  charge  of  Mr.  Zerah  merely,  but  of  a  faithful  adherance  to  the  correct 

principles  of  such  work,  tiz  :  a  thorough  and  inti- 
^™"  mate  blending  of  the  material  equally  strong  in 
any  direction.     By  this,  one  great  end  of  the  ma- 
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Railway  Equipments 689  nufacture  of  iron  is  attained, -which  is  untformily 

"  Noveltie.s, '  new  and  old 690'of  material  and  structure,  without  injury  to  the 

Clmi on  Lino  Railroad 690! 


English  Railway  Traffic 690 


I  original  stock. 


Fnglish  and  French  Railway  System 691 1     '^^'^  ^*™^  establishment  referred  to  above,  ma- 
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cription,  and  by  a  process  which  would  surprise 
even  those  accustomed  to  working  in  iron.  A  hol- 
low cylinder  from  two  to  three  feet  long,  a  foot  in 
diameter,  and  three  or  three  and  a  half  inches 
thick,  is  formed  from  faggots  of  Z  shape,  lapped 
upon  each  other.  These  are  first  welded  through- 
out the  thickness  of  the  cylinder,  and  afterwards 
drawn  out  by  hammering  the  outside  only.     The 
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Central  Ohio  Kallioad 701  principle  of  the  arch,  by  which  each  faggot  sustains 

"  — — iM^-^— ^— A  place   in  the  cylinder  aud   contributes   to  the 

American     Itailroad    J  OUrnal.  .^'■'■fi'iSt^  of  the  whole,  gives  this  result,  that  ham- 

— —  mering  only  the  outside  reduces  the  interior  in  the 

PrBusHiD  BT  J.  a  SCHULTZ  A  CO.,  No.  8  Srwc.  sr-  ,^„^  proportion.    For  iusUnce,  the  original  cylin- 

Siit«rd«y,  Oet«b«r  M,  1853.  ^^"^  "^  ^''''^''^  ^"'^^^'*  °'^'*'^*'  ^"*^  ^*'^^"   '"^^*'''  '"" 

.,..^..^U--  ■   _ -.    I  side  diameter,  becomes  reduced  to  four  and  a  half 

Railiiray  Equipments.  inches  outside,  and  two  and  a  half  inches    inside 

Tne  English  railways  have  adopted  some  very  diameter,  without  having  any  spindle  or  core  in 
important  improvements  in  their  equipments,  the  center  of  the  axle.  And  tbe  uniformity  of 
which  it  is  for  the  interest  of  our  railroad  people  thickness  attained  by  this  process  is  remarkable 
to  examine.  In  axles  particularly,  and  in  the  me-  We  have  seen  a  section  of  one  of  these  axles,  fiu- 
thod  of  mannfacturiiig  them,  we  believe  the  Eng-  ished  by  this  process,  in  which  throughout  its 
lish  forges  have  gone  to  the  perfection  of  work-  length,  the  thickness  was  as  uniform  as  if  the  in- 
manship.  Always  careful  in  the  selection  of  their  terior  had  been  formed  on  a  straight  and  polished 
material,  where  furnished  for  such  specific  pur-  spindle.  After  tbe  tube  has  been  thus  drawn, 
poses,  they  have  carried  out  the  principle  of  fag-  throughout  its  length,  a  pin  is  placed  in  each  end 
gotting  their  axles  to  the  greatest  necessary  extent.  »nd  the  journals  hammered  down  to  the  proper 
For  Instance  at  the  Brunswick  Iron  Works,  Wed-  ^si^e.  The  cross  section  of  these  axles  shows  the 
nesburg,  England,  each  axle  is  made  of  ft-om  fif-|  shape  of  the  faggots,  like  double  angle  irons,  over- 
teen  to  twenty  faggots,  each  faggot  being  made  lapping  and  forming  the  cylinder.  The  lightness, 
from  eighteen  pieces  of  iron  laid  in  a  pile,  and  strength  and  uniformity  of  structure  and  material 
drawn  out  in  a  segmental  form.  Here  are  from  of  axles  made  by  such  a  process  is  another  great 
three  hundred  to  three  hundred  and  sixty  pieces  improvement      Z^:  .  '  . ; .  .•  ',  :'^-':.  '.'■'■'':. 

The  same  works  manufacture  also  a  tire  for  en- 
gine and  carriage  wheels,  in  which  the  tread  for  a 
depth  of  more  than  an  inch  is  made  from  extra 
double  refined  Russia  iroo,  and  is  nearly  as  bard 
as  steel.  These  tires  weld  equally  as  well  as  or- 
dinary tires  and  the  tread  does  not  laminate  and 


m  one  axle,  each  of  which  is  purposely  prepared  to 
fit  to  the  rest.  The  Hudson  River  road,  who  have 
taken  much  pains  In  the  selection  of  their  equip- 
ments, have  some  of  these  axle*  in  nse,  all  of 
which  will  probably  toear  out  before  they  brtAk 
or  fall  in  any  respect.  Such  a  process  of  manu- 
acture  Is  an  improvement  of  tbe  moat  Important 


iron  weld  together  with  facility.  The  extent  and 
character  of  tbe  Russia  Iron  tread  i>  well  shown 
in  a  section  of  one  of  these  tirc»  by  rubbing  oil  of 
vitriol  upon  it,  when  effervesc-nce  immediately 
commences  upon  the  softer  part  of  the  iron  or  in- 
ner side  of  the  tire,  and  the  weld  is  plainly  distin- 
guishable.  Such  tires  are  especially  reliable  from 
their  hardness  and  uniformity. 

The  self-adjusting  switches  made  by  split  or 
scarfed  rails  with  steel  edges  are  also  much  used 
bv  some  of  the  English  roads. 

Another  improvement  which  has  be<*q/adopted 
extensively  in  England,  to  obtain  the  continuous 
character  of  the  compound  rail  without  involving 
an  entirely  new  superstructure,  is  the  nieihod  of 
bolting  side  strips,  20  inches  or  two  feet  Ion?,  on 
each  side  of  the  rail,  through  and  throujrh,  at  eve- 
rj'  joint.  This  has  been  called  fifk  jointim^,  from 
its  resemblance  to  fshing  a  spar  at  s<.'a.  The  re- 
sults attained  by  this  process  on  the  Eastern  Comi- 
ties line,  induced  the  London  and  North  Western, 
and  the  Midland  railways  to  purchase  the  right  for 
their  entire  lines,  and  the  Permanent  Way  Compa- 
ny, who  hold  the  right  for  tlie  improveujeiil,  are 
introducing  it  on  many  of  the  other  lines  in  Eog-' 
land. 

None  of  the  improvements  which  we  have  no- 
ticed are  experiments,  made  only  to  acquire  a 
short  lived  fame,  but  are  occupying  a  prominent 
position  in  the  equipments  of  English  roads.  The 
improved  forms  of  axles,  tire**,  and  rail  connec- 
tions which  we  have  noticed  are  generally  adopt- 
ed by  the  Great  Loudon  and  North  Western  and 
Midland  railways,  two  lines  whose  united  lengths 
are  1051  miles,  all  double  track,  aud  wliose  engine* 
nimibering  780,  are  of  the  greatest  power  and 
weight.  The  demands  for  the  great  first-class  trav- 
el in  England,  have  perfected  the  rolling  stock  and 
equipments  beyond  any  thing  thai  hai  been  intro- 
duced into  our  own  country. 

We  are  happy  to  learn  that  the  proprietors  of 
the  greater  part,  if  not  of  the  whole  of  these  im- 
provements are  now  represented  here  through  tbe 
agencies  of  the  Brunswick  Iron  Works,  the  Per- 
manent Way,  and  other  companies,  and  that  theae 
equipments  can  be  generally  supplied  at  about  th« 
cost  of  our  ordinary  equipmente.  The  addreaa  of 
the  Brunswick  Iron  Works  Agency  will  bo  fouad 


separate  from  tbe  rect,  as  the  two  descriptious  ot|in  our  advertising  coluoms. 
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"  NoTEi,  LocnMuTivE. — There  has  just  been 
compleu-d  at  South  Boston,  a  locomotive  called 
the  "  Texas",  constructt-d  <»n  a  most  novel  dittign. 
and  intended,  ii  is  thought,  to  work  an  entire 
change  in  the  niauner  of  making  locumutive  en- 
gines. It  wtiglis  about  ibiritun  tons  with  the 
tender  which  i»  connected  with  it,  the  boiler  and 
tank  being  |>]aced  on  the  same  frame.  It  has  but 
fdur  wheels,  and  those  ar^-  hollow  drivers,  and  are 
placed  one  pair  in  frontot  the  buih-r,  and  one  pair 
under  the  tank.  The  cylinders  are  l^'j  in.  dia 
meter,  and  are  out^idi-  c«)nnections.  The  power, 
instead  of  being  applied  directly  to  the  drivers  by 
connecting  n>ds  as  is  u."«ual  is  api'lied  to  the  top  of 
an  upright  beam  placed  ju.'<t  in  (Vont  of  the  flre 
box  on  either  side  of  tli'-  boiler.  From  the  top  of 
this  Iteara,  which  moves  aliuut  15  deg.  on  a  heavy 
pivut,  runs  a  rud  to  the  back  driver,  and  from  the 
bottom  runs  a  rod  to  the  front  driver.  The  boiler 
sets  quite  low,  whilu  the  tank  Langs  b'low  the 
wheels.  The  link  is  also  of  mo.st  novel  construc- 
tion, and  is  said  to  be  a  mo^t  important  improve- 
ment, the  link  working  within  the  block,  instead 
of  the  block  within  the  link.  As  no  patent  has 
been  taken  or  is  intendi  d  to  be  taken  h  ave  has 
already  been  givti\  other  manufacturers  to  adopt 
this  link,  aud  it  will  probably  come  into  general 
Use. 

"  The  advantages  derived  hy  the  novel  construc- 
tioD  of  the  locomotive,  are  the  case  with  which 
great  power  can  I*  applied,  and  the  great  gain 
made  iu  bringing  the  whole  weight  of  the  engine 
and  lender  to  aid  iu  drawing  a  heavy  load.  It 
is  said  that  a  thirteen  ton  engine,  built  on  the  new 
model,  can  do  the  same  work  as  a  twenty  ton  en- 
gine, built  so  that  the  power  is  applied  to  the 
drivers  at  the  fire  box.  The  result  will  of  course 
be  a  great  diminution  in  the  expense  of  procuring 
motive  jjower  for  our  railroads.  The  design  as  we 
have  before  remarked  is  wholly  original,  nothing 
of  the  kind  ever  having  been  attempted  before. 

"  The  locomotive  just  completed  is  for  a  road  in 
Texas.  There  is  also  in  process  of  construction 
four  others  after  the  same  model,  intended  for  a 
road  in  Pennsylvania. 

'•  On  Saturday,  with  a  view  of  testing  the  capa- 
bilities of  the  engine,  "  Texas  "  was  attached  to  a 
heavy  freight  tram  consisting  of  fourteen  long 
cars.  It  drew  them  with  the  greatest  ease  from 
South  Braintree  to  Boston  making  the  time  alloted 
to  the  train  to  a  second.  This  train,  which  is  one 
of  the  heaviest  on  the  road,  is  usually  drawn  by  a 
twenty-five  ton  locomotive.  The  result  of  the  ex- 
periment is  deemed  conclusive  that  the  locomotive 
will  prove  in  every  respect  successful  and  that  a 
twelve  ton  engine  can  when  built  after  the  new 
plan,  do  the  work  of  a  twenty  ton  engine  of  the 
old  model." 

The  above  will  do  very  well  for  a  norclly — ,  but 
as  "  an  improvevunt,  or  as  likely  to  work  an  entire 
fhange  in  the  manner  of  making  locomotives  "  its 
claims  de.serve  no  attention.  It  possesses  the 
novelty  of  complication,  besides  the  disadvantage 
of  an  extravagant  length  of  wheel  base ;  the  entire 
weight  of  the  engine  being  on  two  pairs  of  drivers 
16  feet  apart.  The  four  engines  ef  this  kind,  for 
the  Cumberland  Valley  Railroad,  in  Pennsylvania, 
wdl  probably  encounter  some  sharp  curves,  which, 
but  for  the  protection  atforded  by  the  chilled 
driver,  would  subject  the  flanges  to  very  severe 
wear. 

The  tank-engine,  or  combined  engine  and  tender, 
is  an  arrangement  in  no  ways  demanded  for  the 
working  of  American  roads ;  except  in  the  case  of 
a  very  few,  running  very  light  trains.  The  pur 
pose  of  the  tender  is  to  reliere  the  engine  of  exces 
sive  weight,  while  the  weight  of  the  tender  neither 
has  nrr  can  have  anything  to  do  with  drawing  the 
load,  even  if  acting  in  connection  with  the  drivers. 
To  load  the  engine  with  this  weight  implies  a  fear 
that  the  aduesion  of  the  eo^ne  will  not  equal  its 


orduiary  traction,  or  bliam  power,  while  this  fear 
ought  to  he  forgotten  so  long  as  the  truck  frame  i> 
in  universal  use.  It  is  notorious  that  the  majoritv 
of  our  most  j)Owerful  and  efficient  engines  employ 
but  from  two  thirds  to  three  fourths  of  their  ad 
hesive  weight  for  propulsion,  the  rest  haiug carriea 
about  on  a  tiuck. 

"Substitute  for  l/ie  TVm/oAif.-- Joseph  Dunn,  of 
Durham,  England,  is  now  exhibiting  at  the  Crystal 
Palace,  a  minlel  of  railroad  tra\;k,  tar  and  switches 
for  reversing  locomotives.  The  Scientific  America?, 
ilescribes  it  us  having  tracks,  branching  out  from 
the  main  track,  and  at  saiiable  distances  from 
each  other,  meet  in  a  single  track,  the  length  oi 
locomotive.  The  car  passes  out  by  one  track  and 
returns  by  the  other  reversed.  The  switches  an 
placed  near  each  other,  so  that  they  may  be  o\a> 
rated  hy  a  single  man,  and  are  kept  open  for  tin 
main  track  by  springs,  except  when  the  reversing 
is  made.  This  plan  is  new  to  many  of  our  reader.s 
and  Mill  readily  recommend  iu>elf  for  efficiency 
and  cheapness." 

This  is  a  particularly  antiquated  idea,  and  while 
its  principle  has  been  long  understood,  it  cannot 
be  generally  used  on  account  of  the  time  and  room 
ivhich  its  operation  requires.  For  an  engine  houst 
holding  from  12  to  20  locomotives  it  would  cost 
more  than  a  good  turntable,  while  the  complica- 
tion of  its  tracks,  and  the  endless  intricacy  of  the 
movements  in  getting  through  it  would  entirely 
preclude  its  use.  The  engine  house  of  the  Balti- 
more and  Washington  road  at  Washington  is  the 
only  instance  we  have  ever  seen  of  its  application 
for  the  express  purpose  of  turning  engines,  while 
its  use  is  there  coi  fined  to  but  two  or  three  loco- 
motives. 

I,  Railway  Axle  Lubrication. — Mr.  W.  Bridges 
Adams,  of  London,  lately  read  a  paper  before  the 
Birmingham  Institution  of  mechanical  engineers, 
in  which  he  alludes  to  the  ordinary  mode  of  greas- 
ing practised  in  England,  and  describes  a  box  in- 
vented by  himself  as  an  improvement,  which  is 
essentially  the  same  as  the  Lightner  Box  so  gene- 
rally in  use  in  our  own  country. 

India  Rubber  Springs. — Some  of  the  English 
Railway  engineers  and  managers  are  just  giving 
attention  to  the  merits  of  India  rubber  springs  for 
engines  and  carriages.  In  a  paper  read  before  an 
association  of  engineers  in  June  last,  Mr.  William 
C.  Craig,  of  Newport,  Monmouthshire,  called  atten- 
tion to  the  results  he  had  derived  from  the  use  of 
India  rubber  in  place  of  steel  springs,  upon  a  rough 
tram  road,  with  engines  of  great  weight  and  power. 
It  was  found  that  the  engines  and  c^irs  were  sub- 
jected to  much  less  concussion  from  the  deflection 
of  the  rails,  and  that  great  saving  of  dead  weight 
was  made.  The  form  of  spring  used  was  identical 
with  most  of  those  in  use  in  America,  being  a  cy- 
linder of  prepared  rubber  confined  with  bands  aud 
ca|>s  on  the  outside,  and  having  a  spiral  spring  oi 
washers  in  the  inside.  Mr.  Craig  has  applied,  and 
recommends,  a  hollow  cylinder  of  India  rubber 
closed  with  iron  ends  and  containing  water  or 
other  fluid,  which  he  calls  a  "  hydro  pneumatic 
spring."  The  evaporation  of  water,  its  liability  to 
feeze  in  winter,  and  the  possible  effects  of  long 
contact  of  rubber  with  any  fluid,  when  made  under 
a  considerable  pressure,  might  oiK-rate  against  a 
spring  of  this  description.  The  only  olj  ct  pro- 
posed by  the  improvement  is  the  saving  of  a  por- 
tion of  the  rubber.  The  saving  which  attended 
the  use  of  India  rubber  springs  upon  the  Western 
Valley  line  of  the  Monmouthshire  Railway  and 
Canal  Company  was  found  by  Mr.  Craig  to  b«  at 


itie  late  of  nearly  <£5u0,  or  $2^00,  pLr  annum,  for 
a  stock  of  only  fifteen  engines !  This  sum  was 
upon  repiUrs  of  springs  alone,  including  the  neces- 
^^ary  coimectioua  of  the  springs  with  the  engine 
framea.  - 


CItntou  Liiiie  RatlroHdt 

The  Clinton  Line  and  Clinton  Line  Extension 
Railroad  Companies,  wfeose  advertisement  invites 
the  attention  of  Contractors  in  another  column,  are 
constructing  a  luik  in  the  great  interior  chain  of 
roads  across  the  country  from  East  to  West.  The 
two  united  roads  extend  from  the  Ohio  and  Penn- 
sylvania State  Line  in  Trumbull  county  to  the  Mad 
River  road,  and  are  together  150.7  miles  in  length. 
Of  this  line  132.4  miles  are  straight.  Of  the  curved 
line,  the  minimtmi  radius  of  curvature  is  1,910 
feet  for  four  tenths  of  a  mile,  which,  however, 
may  be  improved ;  the  next  is  2,805  feet  for  8.2 
miles;  the  next  3,820  feet  lor  4.3 i  the  balance  of 
the  curved  line  is  6.6  miles  of  5,730  feet  radius 
and  3.9  of  11,460  feet.  The  gradients  nowhere  ex- 
ceed 40  feet  going  East;  the  line  surveyed  presents 
one  grade  of  45  feet  for  4.7  miles  going  West, 
which  may  be  reduced  however  to  40  feet  by 
heavier  work,  if  not  avoided  by  an  improved  loca- 
tion. The  connections  of  tnis  line  give  it  the  most 
commanding  chaiatter.  Eastwardly,  it  connects 
with  the  New  York  and  Erie  by  the  Meadville 
Branch  and  also  with  the  Catawissa  and  New  Jer- 
sey Central  by  the  Ridgway  and  Williamsport  line. 
Both  of  these  Pennsylvania  connections  are,  it  is 
miderstood,  in  a  way  to  be  completed  at  an  early 
day.  Fifty  five  miles  from  the  Pennsylvania  line, 
the  Clinton  line  at  Hudson,  its  western  terminus, 
receives  the  Cleveland,  Zanes\'ille  and  Cincinnati 
railroad  opening  a  line  now  nearly  completed  to 
Cincinnati  and,  also,  intersects  the  Cleveland  and 
Pittsburg  road  favorably  for  commanding  the 
Cleveland  business  to  New  York  and  Philadelphia. 
About  30  mile.**  from  Hudson  it  meets  the  pro- 
jected short  line  from  Cincinnati  and  64  miles  from 
Hudson  it  intersects  the  Cleveland,  Coliunbus  and 
Cincinnati  road.  At  its  proposed  terminus  on  the 
Mad  River  road  it  receives  a  road  in  progress  west 
to  Fort  Wayne,  where  the  continued  line  receives 
and,  also,  meets  a  line  to  Chicago  and  another 
to  Springfield  and  St.  Louis  both  in  progress,  an- 
other in  project  to  the  mouth  of  the  Plattu  River, 
The  surveys  show  that  the  line  from  a  point  about 
30  miles  west  of  Hudson  to  the  Mississippi  river  is 
almost  exactly  straight.  The  whole  when  com- 
pleted, it  is  thought,  will  present  one  of  the  mofct 
remarkable  lines  of  railroad  iu  the  country, 
whether  length,  working  character  or  command  of 
business  be  regarded.  It  is  said  that  the  various 
parts  arc  all  so  far  provided  for  as  to  warrant  the 
expectation  that  the  entire  chain  to  the  Mississippi 
river  will  be  completed  in  three  years  at  farthest, 
while  the  portions  through  Ohio  and  Pennsylvania 
will  have  connections  with  the  great  centers  of 
trade  in  the  West  at  a  still  earlier  dat*. 


EnglUh  tiallWMy  Trafflc. 

We  give  in  this  number  of  the  Journal,  a  very 
interesting  stittement  of  the  receipts  of  the  English 
roads,  for  the  weeks  ending  June  19th,  1852  and 
June  18tb,  1853,  and  reduced  into  American  cur- 
rency. 

It  has  been  prepared  by  a  gentleman  of  this 
dty,  who  has  spent  considerable  time  in  England, 
and  who  has  given  much  attention  to  the  opera* 
tions  of  their  roads. 
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l¥e«kly  Returns  of  R«Uwi 

■.f.-v';V;-.  .    ,    .1.- 

V  .  ■,:,                     "'    Miles  opened.  Receipts. 

.:<,.   •'■■'^■-■. ■■'..'■    ■              1852.  1863.  1852.  1853. 

Aberdeen .......>............."  72^  72>^  S7,342  S7,876 

Befast  &  Ballymena 87^^  87%  3,071  3,427 

Birkenhead,  Lancashire    &.    Cheshire 

junction 32  32  7,156  8,782 

Blackburn —  —  —  — 

Bristol  &  Exeter 84)^  84><C  22,293  22,800 

Caledonian 189>4  189,i^  88,720  45,000 

Chester  <&  Holyhead  (including  Mold).     94 1<  94>4  14,324  19,378 

Cork&Brandon 10  20  773  »00 

Cork,  BlacknK.h  &  Passage —  —  947  769 

Dundalk  &  Enniskillen 20  20  782  844 

Dundee  &  Arbroath —  —  2,316  2,524 

Dublin  &.  Drogheda 63  63  4,609  5,756 

Dublin  &  Kingstown 7%  7>4  3,671  5,120 

Dundee,  Perth  &  Aberdeen 31  81  3,004  3,702 

Dutch  Rhenish 57^  57>^  5,671  6,026 

EHStAnglian 67>i  67>g  3,013  3,427 

Eastern  Counties  (including  Norfolk)..   322  328  67,642  74,110 

East  Lancashire 79  81>^  17,868  20,218 

Eastern  Union 94^  ^>i  9,889  11,129 

Edinburgh  &,  Glasgow 89>i^  89>^  17,178  19,47 1 

Edinburgh,  Perth  «&  Dundee 70  78  9,876  11,320 

GUsgow  &,  South  Western 174%  174^/^  18,493  21,387 

Great  Northern 223>^  283  60,973  69,449 

Great  Southern  and  Western  (Ireland)  188  188  22,191  26,124 

QreatWestem 276>^  283  60,973  69,449 

Kendal  &  Windermere lO^g  10^^  942  1,018 

Lancaster  &  Carlisle 90  90  21,671  23,253 

Lancashire  and  Yorkshire 260  260  78,836  83,566 

Liverpool,  Crosby  &  Souihport 16)^  16>^  2,938  2,702 

Loudon  &  North  Western 640>^  563>^  203,361     223,640 

London  &  Blackwall 6%  6%  6,102  6,751 

London,  Brighton  &  South  Coast m^i  173>i  41,036  52,604 

••<. -^■;.'   ;';:.■■  ~          ..     3,369)4  3,610      $776,472  S899,618 


my  TraAo.  Jnmc  iStb,  1853. 

Miles  opened. 

1862.  1868. 

Amount  bro't  up 3,369}^  8,610 

London  &  South  Western 244>^  261 

Londonderry  &  Enniskillen 24)^  34,^;^ 

Manchester,  Buxton  &  Matlock  junct.  —  — 

Manchester,  Sheffield  &  Lincolnshire  167%  167% 

Manchester  South  junction "  " 

Ottrinclian —  ,   ^  . 

Maryport  &  Carlisle —  — 

Midland 498%  498% 

Midland  Great  Western  (Ireland) ....  126>^  126)^ 
North    British    (including    Dalkieth 

Branches) 149  149 

North  Staffordshire —  — 

Northwestern 46>^  46% 

Oxford,  Worcester  &  Wolverhampton  —  46 j^ 

Paris  &  Orleans 493  677 

Paris  &  Rouen 82  82 

Paris  &  Strasburg —  392 

Rouen  &  Havre 59  59 

Scottish  Central 50  60 

Scottish  Midland  junction 32>^  32>^ 

Shrewsbury  &  Birmingham 293'2  29>| 

Shrewsbury  &  Chester 48  48 

Shropshire  Union 30  30 

South  Devon 67%  67% 

South  Eastern 249  289 

South  Wales 100)^  131 

South  Yorkshire 77  77 

Toncaster  &  (Joole,  Stockton  &  Hart- 
lepool    —  — 

TaffVale 38  38 

Ulster 36  36 

Waterford  &  Limerick . . . . 60  68 

West  Cornwall 16%  26 

Whitehaven  junction, 12  12 

York  «&  North  Midland,  York,  New- 
castle &  Berwick,  Leeds  Northern. .  621  662 


Receipt*. 

1852.        1868. 

3775,472  $899,618 

53,013       66,911 

1,218         1,787 


29,449 

2,822 

8,178 

100,467 

10,696 


86,102 
•2,911 

<c 

2,924 

105,618 

11,468 


Amount  p«r  year . 


1862  »ECBi  PTs.  1853. 

#66^25^92  00  $77,220,208  00 


14,929  16,642 

3,668  4,486 

—  7,«22 

83,222  37,878 

12,871  15,624 

8,902  9,334 

2,747  3,191 


3,276 
2,P24 
9,687 
67,178 
7.049 
4,907 

12,450 
3,747 
2,133 
1,673 

10,178 
1,044 


8,076 

2,969 

10,147 

72,236 

16,017 

8,769 

18,111 
6,058 
2,887 
2,756 
9,178 
1.044 


97,116    113,782 


6,708    7,615>^   Sl,266.871 1,485,004 


Amount  per  week 1852 


RF.CEIPTa. 


$1^266,871  00 


1863. 
$1,485,004  00 


The  KnglUh  and  French  Rallvray  Syitent. 

From  Herapatk's  Journal  of  Oct.  1st. 

Generally  speaking,  the  English  and  the  French 
systems  adopted  in  the  construction  of  railways 
ue  widely  different.  The  English  has  failed  of 
success;  the  French  has  succeeded.  Yet  there  is 
more  traffic  in  England  than  in  France,  and  there 
is  no  reason  for  greater  outlay. 

In  speaking  of  the  ivcctss  of  railways,  we  mean 
their  success  as  regards  the  shareholders'  proper 
ty  invested  in  them.  The  public  interest,  how 
ever,  is  not  neglected  in  France ;  on  the  coutrarj', 
it  is  served  quite  as  well  there  as  here — perha!)> 
better;  since  the  accidents  on  French  roads  an 
fewer,  the  regularity  of  the  trains  is  greater,  thi 
fares  are  lower  and  the  speed  is  not  much  les« 
On  this  point  opinions  diOer.  Some  think  greatei 
speed  alone  shows  greater  advantage  to  the  pub 
lie;  others  think  security,  regularity,  and  lowei 
fares  advantages  which  more  than  counterbalance 
the  single  advantage  of  dashing  along  at  a  fright- 
ful pace.  Wo  confess  we  are  fond  of  speed.  It  it 
pleasingly  heroic  to  do  60  miles  an  hour,  and 
there  is  a  business  advantage  in  it.  But  our  feel 
ings  are,  nevertheless,  in  favor  of  preserving  oui 
Uv^'i  *nd  saving  our  pockets,  when  these  are  sac- 
rificed to  attain  high  velocities.  If  the  choice 
Were  offered  us  of  travelling  from  A  to  B  at  6C 
miles  an  hour,  endangering  our  lives  and  drawing 
heavily  on  our  pockets,  or  to  perform  the  samt 
jotuney  at  the  rate  of  40  miles  an  hour  with  no 
nsk  of  accident  and  at  a  smaller  cost,  we  should 
choose  the  latter.  We  prefer  safety  and  regulari- 
ty to  speed ;  low  fares  to  high  fares — when  thi 
companies  derive  the  same  profit  from  them. 

The  English  railway  system,  in  point  of  tht 
5'i8thod  adopted  in  constructing  the  lines,  differs 
from  the  French  mainly  in  this  respect — the 
'reoch   nUlway  companies  have  only  Uases  of 


their  linos,  while  the  English  have  theirs  granted jtuity,  they  spend  in  improvements  with  a  lavish 
to  them  in  perpetuity.  The  diflerence  is  very  sim  jhand.  They  regard  what  they  call  the  perjna-nent 
ilar  to  a  man  renting  the  house  he  inhabits,  andjcondition  of  their  property,  and  commit  the  most 
living  in  his  own  house,  the  former  representing  {absurd  mistakes.     Looking  to  catch  the  two  birda 


in  the  bush,  they  let  the  one  in  hand  fiy.  It  is  a 
fact,  forcibly  illustrative  of  our  position,  that  one 
uf  the  great  English  railway  companies  spent  ao 
enormous  amount  of  additional  capital  on  their  line. 


the  French  system,  the  latter  the  English.    Which  i 
of  the  two  is  better  1     As  regards  house  propertj 
it   is   proverbial,   which    is    better.      The   tenant 
spends  his  money  carefully;  if  he  has  to  do  repain>,i 

he  is  very  careful  to  do  no  more  than  is  necessa  inith  the  view  of  obtaining  perpetual  security 
ry.  On  principle  he  will  not  be  extravagant.  11  ^against  competition,  vainly  imagining  that  extrav- 
he  indulges  in  luxurious  mendings  and  faucifulJHgance  would  add  to  the  security  of  a  railway  pro* 
makings — "improvements" — the  landlord  or  nexijptrty.  Security  is  a  sad  stumblitig-block  to  the 
tenant,  not  he,  presently  comes  in  to  enjoy  them  success  of  English  railway  companies.  The 
>hould  they  be  capable  of  affording  any  enjoy-  French,  on  the  contrary,  ei^joyiog  only  leases  of 
ment,  and  not  be — as  however  they  usually  are— 'their  railways,  with  provision  for  redeeming  their 
ridiculous  attempts  at  taste  and  improvement,  capital  at  the  end  of  the  leases,  turn  their  whole 
On  the  other  hand,  the  man  who  occupies  his  owiijattention  to  sen'ing  the  public  fairly,  and  retting 
nouse  generally  wastes  money  in  continaallylimmediately  as  much  profit  as  possible  from  the 
making  improvements.  He  will  build  up,  and  h»jlines.  Necessarily  they  will  not  spend  mor«  capi- 
vvill  pull  down ;  he  will  alter  and  amend  ;  he  willU&l  than  is  requisite,  nor  will  they  lose  time  and 
liave  this  and  that — all  because  it  is  his  ownjincur  heavy  expenses  in  fighting  other  cooipanies. 
house,  and  what  money  he  spends,  he  spends  as  itJThey  are  only  tenants  for  a  time.  If  they  lone 
•vere  on  himself.  You  frequently  hear  a  maiiitime  they  lose  money  by  not  making  the  gaixu 
give  as  a  reason  for  going  to  some  heavy  expens<  ithey  could.  If  they  spend  mort;  c^^>ital  than  is 
on  his  house,  that  the  house  is  his  own  freehold  necessary,  the  ultimate  owner  of  the  railway- 
property — his  in  perpetuity — and  that  whaijihe  government — will  reap  the  benefit,  if  any  ben- 
money  he  spends  on  it  he  can  always  enjoy,  for-'iefit  arise  from  lavish  capital  expenditure. 

The  French  plan  of  leases  induces  Di 


^ttiog  that  though  the  common  law  vests  proper- 
ty in  men  for  ever,  there  is  a  divine  law  which 
^ives  only  a  lease  of  life,  va A  sometimes  a  very 
short  one,  fl-equently  the  lot  of  the  best  of  us. 
The  law  of  society  might  secure  a  man  in  the 
•ight  to  property  in  perpetuity,  but  undoubtedly, 
itt  the  end  of  a  few  years,  more  or  less  numerous, 
ihe  Almighty  will  deprive  him  of  the  enjoyment 
of  It.  However  long  the  period  of  legal  right  to 
^ssession,  life  is  short. 

We  believe  the  owners  of  railway  property  are 
actuated  by  the  same  motives  as  the  owners  of 
houses.    When  the  railway  is  their  own  In  perpe-. 


Director!, 

1st.  To  get  all  the  profit  for  the  time  beiog  they 
can;  and  2d.  To  save  capital  expenditure,  smce 
they  themselves  have  to  replace  the  capiul  spent 
by  means  of  a  sinking  fund  provided  out  of  the 
revenue  earnings. 

The  English  plan  of  granting  perpetual  posses* . 
sion  to  railway  companies  seems  to  have  an  oppo- 
site effect.  Directors  sacrifice  present  gains  with  a 
view  of  acquiring  perfect  security  for  the  property,  , 
and  the  usual  means  adopted  to  gain  tbia  Tety ''' 
doubtful  end  are  to  enter  upon  long  and  expensive 
parliamentary  contests,  to  sink  enoraious  sums  of 


y^  "^>y     ^7r^f>?V.  >J^^^ ''V7v^^^>'^*»*"^>cvj;;i?^;^rv  :• 
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<  .ipiuU  iu  the  lormatioQ  of  their  liiie.s,  aud  to  amal- 
i-.-uuHtc  with  other  companies ;  all  divideud  des- 
I !  oying  circumstances,  and  yet  we  doubt  whether 
'lie  oliject  in  \ie\v,  namely,  iecvrily,  is  not  rather 

iiipaired  than  furthered,  for  wheiraline  haa  be- 
II mo  exri'cdinjjly  I'xpenNive,  and  its  company  in- 
\.»lved  in  embarrassing  engagements,  will  not  new 

<  •lupaaic!^  spring  up  to  do  the  work  for  the  public 
.eaper,  an  .  secure  for  themselves  liieher  divi- 
•nds'? 


Cjllllbltuf    tite    Comlltiun   uud    l*r«iitpcets    of 
>  it<-  Cl«velaud  «n<l  JlaltoniuK  Hallrund  Com- 
pany. 

CllARrKK. 

The  Cleveland  and  Mahoning  Raiiiuiui  Company 
>'  iis  chartered  by  the  liegislature  of  the  State  ol 
■  hio,  March  21,  ISol,  by  the  passage  of  au  act  re- 
\  iving  a  previous  law,  and  was  duly  organized 
.  I'ptember  20th  of  the  same  year.  The  franchises, 
;  owers,  privikgesi.  and  obligations  of  tho  Co Ji- 
I  any,  are  delined  in  the  general  Railroad  Law  ol 
')hio,  of  Feb.  11,  1848,  and  its  amendments,  being 
iiiC  law  under  which  nearly  all  the  railroads  ol 
'  'liio,  construeted  since  its  passage,  have  bcou 
I'uilt. 

The  Company  are  thereby  invested  with  all  the 
i.ecessary  and  ordinary  powers  and  franchises  ol 
!;aiiroad  Companies.  The  amount  of  capital  stock 
.•iithorized  is  ^1,500,000,  with  a  power  of  increast 
\<-8ted  in  the  stockholders;  and  the  Company  is 
...ithorized  to  borrow  money  on  the  Credit  of  the 
corporation,  to  any  amount  not  exceeding  its  au- 
tiiorized  capital  stuck  ;  to  issue  bonds  therefor  al 
.-t  rate  of  interest  not  exceeding  seveu  p«:r  cent,  pei 
;i:mum,  and  for  securing  payment  thereof,  to 
;  .edge  the  property  and  income  of  the  Company — 
it>  sell  such  bonds,  either  within  or  without  tht- 
Mate,  at  such  prices  as  in  the  opinion  of  Uit^direc- 
lurs  of  the  Company  will  best  advance  its  interests ; 
and  making  such  sale  or  sales  (if  at  a  discount)  as 
ttindiag  for  the  respective  amounts  thereof  as  il 
said  bonds  were  sold  at  their  par  value.  The 
•  barter  of  the  Company  in  Ohio  w;i.s  re-enacted  in 
I 'Hnnsylvania,  with  some  additions,  by  law  dated 
i-'obruary  11,  lSo:i,  aud  the  powers  and  franchises 
«<t  the  Company  in  both  States  are  substantially 
Lie  same. 

The  Line  of  Road. 
The  road  whieh  the  Company  are  constructing, 
an  authorized  by  the  above-mentioned  Charters, 
«'Xtend8  from  Cleveland  in  the  Suite  of  Ohio, 
tlirough  the  Mahoning  Valley  to  a  point  near  the 
junction  of  the  Mahoning  and  Sbenango  rivers,  in 
I  iie  vicinity  of  New  Castle,  Lawrence  county,  Penn- 
>ylvaQia,  a  distance  of  85  miles  in  the  most  direct 
l-iacticablc  route  from  Cleveland  to  Philadelphia, 
I'ittsburg,  and  Baltimore.  It  is  a  very  direct  road, 
s:retching  across  the  table-lands  lying  between  the 
I  arbor  of  Cleveland  and  the  head-waters  of  the 
.Mahoning,  in  nearly  a  straight  line,  and  then  de- 

cending  the  river  valley  upon  an  almost  entirely 

ivel  route,  with  long  tangents  and  curves  of  large 
!  -  dil.     Tbe  maximum  grades  upon  the  line  going 

V.  est,  are  21  feet  to  the  mile,  and  going  East  are 

i<  feet  to  the  mile,  except  seven  miles  on  leaving 
..iO  Lake  at  Cleveland,  where  grades  of  60  feet  pei 
It!  te  occur:  but  being  in  the  immediate  vicinity  ol 
;..e  principal  station,  and  in  favor  of  the  heavy 
.  "lal  and  iron  trade  J'rom  the  interior  to  the  Lake, 
-.V  ill  not  oe  any  serious  diflSculty  in  operating  th*. 
i.arl.  The  road  will  be  constructed  in  the  most 
:  ttOstantial  manner.  The  masonry  is  all  being  built 

i'>i  a  double  track — while  oak  ties  7  by  9  inches, 
•■  which  a  large  quantity  are  now  delivered  on  the 

me,  and  a  rail  of  60  lbs.  per  yard  will  be  used  in 
:  it(?  superstructure.  With  the  exception  of  about 
til  teen  miles  towards  the  Western  extremity,  gravel 

..V  ballasting  will  bo  abundant.  SixLy-seven 
".i-.iles  of  the  road  is  under  contract,  and  progressing 
-.» ith  a  gocKl  degree  of  rapidity,  and  the  whole  is 
JO  be  prepared  for  the  iron  in  May  next. 

CoNNCCTIO.Va   AND   TlIROCOH    Traoe. 

fiauvardly.  At  its  terminus  near  New  Castle, 
\\,'i  CleTalaod  and  Mahoning  Railroad  will  connect 
..ith  a  braneh  of  the  Ohio  aud  Pennsylvania  Bail- 
ie'iid,  wUcb,  IV  )8  Qoderstood,  ia  about  to  b«  con- 


structed from  tlie  iNew  lirighU'ii  station,  on  that 
road,  up  the  valley  of  the  Reaver,  or  Lower  Ma- 
honing, to  New  Castle,  in  default  of  which  the 
Mahoning  road  will  be  extended  to  the  same  point, 
thus  forming  a  railroad  line  from  Cleveland  to 
Pittsburg,  upon  the  shortest  and  best  possible 
route,  lai  miles  from  city  to  city,  with  great  ad- 
vantaiges  as  against  any  other  route  in  grades  and 
curvatures.  At  the  same  point,  near  New  Castle, 
it  will  connect  with  the  North  Western  (Pennsyl- 
vania) railroad,  from  New  Castle  to  Rlairsville  on 
the  Pennsylvania  railroad — a  road  of  which  the 
surveys  are  just  approaching  completion,  and 
which,  there  is  no  reason  to  do  ibt,  will  be  con- 
structed by  the  Company  organized  for  that  pur- 
pose, with  the  assistance  of  the  Pennsylvania  rail- 
road and  the  City  of  Philadelphia.  The  Cleveland 
and  Mahoning  railroad,  in  connection  with  the 
North  Western  aud  the  Pennsylvania  railroads, 
will  fonu  a  line  from  Cleveland  to  Philadelphia, 
472  miles  long,  being  22  miles  shorter  than  the 
line  through  Pittsburg,  and  having  the  advantage 
of  an  unbroken  gauge,  and  i\o  trans-shipment  the 
whole  distance.  The  same  route,  in  connection 
with  the  Baltimore  aud  Susquehanna  railroad, 
furnishes  a  line  from  Cleveland  to  Baltimore,  G6 
miles  shorter  than  the  line,  via  Wheeling  and  the 
Baltimore  and  Ohio  railroad,  and  48  miles  shorter 
to  Washington  City  than  the  same  route. 

Westwardbj.  At  Cleveland,  the  Cleveland  and 
Mahoning  railroad  will  connect  with  the  great 
system  of  railroads  terminating  at  thai  point — the 
Cleveland  and  Columbus  line  to  Cincinnati — its 
Bellefontaine  branch  to  Indianapolis  and  St.  Louis, 
and  the  Toledo  and  Norwalk.  It  will  terminate  on 
the  same  ground  with  the  Junction  railroad,  now 
part  of  the  Cleveland  and  Toledo  railroad,  of  the 
same  gauge,  via  Swauton  and  the  Northern  Indiana 
niilroad  to  Chicago,  thus  forming  a  continuous 
line  of  an  unbroken  gauge,  and  shorter  than  any 
other  route,  either  constructed  or  projected,  from 
either  Philadelphia,  Baltimore,  or  Washington,  to 
Chicago,  and  all  the  emporiums  of  lake  commerce 
east  of  it.  Tte  line,  taken  together,  is  also  far 
superior  in  character  to  any  other  route  that  can 
compete  with  it  for  any  portion  of  the  same  trade, 
and  is  the  longest  and  most  magniticent  unbroken 
line  of  railway  communication  iu  the  United  States. 
With  these  advantages,  it  must  always  be  the 
great  commercial  avenue  between  all  the  Atlantic 
cities  south  of  New  York,  aud  the  basin  of  the 
Lakes.  For  the  passenger  trade  of  New  York,  the 
Mahoning  road  will  ultimately  open  a  new  chan- 
nel, which  will  form  an  alternate  lino  to  the  great 
Lake  Shore  route,  which  now  controls  the  traffic 
almost  exclusively.  A  route  is  undertaken  from 
Dauphin  Bridge,  or  a  point  in  tbatviciuity,  on  the 
Pennsylvania  railroad,  via  Allentown  to  Easton, 
and  thence  by  the  New  Jersey  Central,  to  New 
York ;  thirty-two  miles  only  are  required  to  finish 
this  line  from  New  York  to  Dauphin —a  good  Com- 
pany in  New  York  City  have  it  iu  hand,  and  it  will 
be  completed  at  an  early  day.  Two  routes  are 
also  being  surveyed  from  Warrnn,  Ohio,  on  the 
line  of  the  Mahoning  road,  one  via  Franklin,  Penn., 
to  Williamsport,  and  thence,  via  the  Catawissa'and 
New  Jersey  Central  road,  to  New  York;  the  other 
via  Meadville  aud  Little  Valley,  aud  thence  via 
the  New  York  and  Erie  road  to  New  York.  On 
these  two  last  routes,  large  local  interests  are  con- 
cerned, both  in  Pennsylvania  and  Ohio,  and  they 
are  so  demanded  for  local  accommcxlation,  as  well 
as  with  a  view  to  the  through  traffic  of  the  count- 
ry, that  no  doubt  is  entertained  that  one,  if  not 
both  of  them,  will  be  built.  The  route,  by  the 
Pennsylvania  railroad  and  Easton,  and  still  more, 
the  route  via  Williamsport  and  Easton,  (if  built) 
will  shorten  the  distance  between  Cleveland  and 
New  York  about  100  miles,  as  compared  with  the 

lake  shore  route,  and  although  less  favorable  in  point 

of  grades  and  curvature,  man  the  New  York  Cen- 
tral Line,  is  more  favorable  iu  both  those  respects, 
than  the  New  York  and  Erie.  Whether  the  great 
saving  in  distance  will  fully  counterbalance  the 
difference  in  character  as  compared  with  the  New 
York  Ceiitral,  may  be  left  to  the  future  to  de- 
termiue.    One  thing  may  be   taken  for  certain, 


that  the  Mahoning  road  will  furnish,  by  ihwm  con- 
nections, the  great  alternate  line  from  Clev>-Iand 
lo  New  York,  iu  distance  about  100  miles  shorter, 
unembarrassed :  by  transliipment  or  changes  of 
gauge  and  superior  in  grad<»  and  curvature  to  the 
New  York  and  Erie  road.  Any  east  and  west 
road,  which  might  bo  projected,  running  south  of 
Cleveland,  is  immediately  driven  into  rough  and 
difficult  country,  and  must  make  a  detour  to  re- 
turn to  Ihe  more  Western  Lake  cities.  It  is  also 
certain  that  no  road  k,m\  ever  leave  Cleveland 
between  the  Lake  Shore  road  on  the  North,  and 
the  Mahoning  road  on  the  South.  The  stone 
quarry  ridge,  the  deep  valley  of  the  Chagrin,  and 
tlie  precipitous  hills  by  which  it  is  bordered,  ail  of 
which  must  be  crossed  at  right  angles,  render  the 
whole  intermediate  country,  for  30  miles  east  of 
Cleveland,  entirely  impracticable  for  such  a  road. 
In  other  words,  the  position  of  the  Mahoning  road, 
as  the  only  alternate  lino  with  the  Lake  Shore, 
from  Cleveland  and  the  Lakes  west  of  Cleveland 
to  New  York,  is  assured  by  the  natural  features  of 
the  countiy.  It  is  the  only  line  that  can  divide 
with  its  great  rival  the  harvest,  which  is  fast  swell- 
ing beyond  the  capacity  of  a  single  road.  A  road, 
called  the  Clinton  Line,  is  also  projected,  and  a 
iwrtiou  of  it  under  contract,  cros.sing  the  Mahon- 
ing road  about  26  miles  from  Cleveland,  and  run- 
ning towards  the  south  line  of  Ashtabula  Co., 
which  will  bring  the  business  of  that  region  upon 
the  Mahoning  road,  and  be  a  valuable  feeder  to  its 
trade. 

But  the  most  important  connection  for  business 
with  the  Mahoning  road,  is  the  sail  and  steam 
marine  of  the  Lakes  themselves.  Leaving  the 
Harbor  of  Cleveland,  at  right  angles  to  the  Lake 
Coast,  and  on  the  most  direct  and  easy  route  to 
all  the  Atlantic  cities  south  of  New  York,  if  not 
ultimately  to  New  York  itself,  it  is  destined  to  be- 
come the  most  important  channel  of  trade  between 
those  cities  and  the  whole  Lake  Basin.  The  Com- 
pany have  secured  about  20  acres  of  very  valu- 
able lands,  directly  at  the  piers,  having  in  all  a 
river  front  of  about  1600  feet,  and  a  lake  front  of 
nearly  half  a  mile,  thus  enabling  themselves  to 
provide  accommodations  for  the  most  extensive 
trade  between  the  cars  and  vessels  in  the  harbor. 
The  amount  and  value  of  that  trade  is  best  ascer- 
tained by  the  official  returns  to  the  Government 
of  the  United  States.  In  a  communication  from 
the  Secretary  of  the  Treasury,  of  date,  August  C6, 
1852,  occur  the  following  statements  respecting 
the  Lake  trade  : — 

"  During  the  year,  1851,  the  commerce,  foreign 
and  coastwise,  was  estimated  at  S326,593,335, 
transacted  by  means  of  an  enrolled  tonnage  of  77,- 
Otil  tons  of  steam,  and  138,914  tons  of  sail,  or  au 
aggregate  licensed  tonnage  of  215,975  tons.  In 
the  prosecution  of  this  commerce,  it  would  appear, 
as  nearly  as  can  be  ascertained,  that  there  was 
entered  an  aggregate  at  all  the  lake  ports  together 
of  9,469,606  tons  during  the  season,  and  cleared 
at  the  same  ports,  9,456,346  tons. 

"  The  amount  of  grain  alone  which  was  trans- 
ported during  the  season  of  1861  (which 
was  a  year  of  short  crops),  amounted  to  1,962,729 
barrels  of  flour,  and  8,119,169  bushels  of  wheat, 
(amounting  lo  what  equals  an  aggregate  of  17,- 
932,807  bushels  of  wheat;)  7,498,264  bushels  of 
corn;  1,691,768  bushels  of  oats;  and  360,172 
bushels  barley  :  in  all  27,382,801  bushels  of  cereal 
produce." 

Comparisons  are,  however,  sometime  more  sat- 
isfactory than  figures.  We  then-fore  extract  from 
the  same  report,  that  the  yearly  average  of  the 
whole  foreign  commerce  of  the  United.  States,  in- 
cluding exports  aud  imports,  from  1848  to  1862, 
exclusive  of  specie,  was  S332,007,232,  being  only 
two  per  cent,  greater  than  the  trade  of  the  lakes 
in  1851.  The  lake  commerce  is  also  compared  In 
the  same  report  with  the  whole  river  commurce  of 
the  country,  for  the  year  1861 ; 

TONS.  valus. 

Lake  commerce,  exclusive 

of  §12,119,877  Canadian 

and  Foreign 8,971,126  S814,473,468 

River  commerce 4,066,800    389^2,744 
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B«iQC  «buut  equal  to  all  the  cummercial  tizchang- 
es  taking  place  upon  the  almost  unboaoded  river 
navigation  of  the  whole  interior  of  the  United 
States.  All  the  seaboard  cities  of  the  United 
States,  south  of  New-York,  especially  Philadel- 
phia and  Baltimore,  must  have  their  cheapest  and 
most  direct  avenue  to  this  immense  trade  over 
the  line  of  the  Mahoning  road  to  the  harbor  of 
Cleveland.  That  city  is  situated  at  the  most 
southerly  bend  of  lake  Erie,  and  the  trade  of  the 
/"  whole  lake  basin  (lakes  Ontario  and  Champlain 
excepted),  in  its  transit  Eastward,  enters  her  har- 
bor or  passes  directly  in  front  of  her  piers.  From 
that  point  the  coast  of  Lake  Erie  runs  nearly 
parallel  to  the  coast  of  the  Atlantic,  not  towards 
it,  and  of  course  scarcely  diminishes  its  distance 
from  the  Atlantic  cities.  At  Erie,  for  instance,  at 
a  distance  of  95  milt-s  from  Cleveland,  you  have 
approached  Philadelphia  only  26  miles,  and  have 
not  diminished  your  distance  from  Baltimore — as 
yoa  go  further  East  the  odds  increase.  In  other 
words,  the  great  thoroughfare  from  the  lake.^, 
with  their  commerce  already  equal  to  the  whole 
foreign  commerce  of  the  country,  to  Philadelphia 
and  Baltimore,  must  leave  their  shores  at  the 
city  of  Cleveland,  and  by  the  line  of  the  Mahon- 
ing road.  lUs  grounds  for  hereafter  dividing  the 
New- York  with  the  Lake  Shore  line,  having  been 
already  stated,  and  it  ni.iy  bo  left  to  the  future  to 
determine  how  bufScient  they  may  prove. 
LocAi    Traffic. 

Although  the  preceding  exhibit  of  the  probable 
through-business  of  the  Mahoning  railroad  is  suffi- 
ciently gratifying,  stiil  it  is  witli  esi>ecial  s.atislac- 
tion  and  conhdence  that  we  refer  to  iUs  prospects 
of  local  trade — the  most  certain  and  unfailing  sup- 
port of  every  road.  The  region  lying  between 
the  Lake  Shore  road,  on  the  northeast,  and  the 
Ohio  and  Penn.sylvania,  and  Cleveland  and  Wells- 
ville  roads  on  the  southwest,  is  nearly  an  equilate- 
ral triangle  with  the  apex  at  Cleveland  and  the 
base  about  «0  miles  broad  upon  the  East  line  of 
the  Slate.  Through  the  heart  of  this  r»'giou  runs 
the  Mahoning  river,  and  in  its  valley  have  grown 
up  alt  the  important  centres  of  the  local  trade. 
It  so  happens  therefore,  that  the  Mahoning  rail- 
rood  following  the  river  runs  through,  or  in  sight 
of,  every  town  in  this  whole  area — (more  than 
half  as  large  as  the  State  of  Connecticut),  contain- 
ing 500  inhabitants,  excepting  Chagrin  Falls  and 
Newton  Falls,  and  within  4  miles  of  each  of  these, 
commanding  a  larger  town  and  village  population 
than  any  railroad  terminating  at  Cleveland.  The 
population  of  the  whole  State  of  Ohio,  citUs  inclu- 
ded, is  less  than  60  per  square,  mile  by  the  census 
of  1860.  The  population  of  the  township  through 
which  the  Mahoning  road  will  ruu,  is  64  per 
square  mile — Cleveland,  which  is  the  ouly  city, 
excluded.  No  portion  of  the  State  of  Ohio  is  more 
crowded  with  towns,  manufacturing  establish- 
ments, and  cultivated  farms,  and  none  richer  in 
the  sources  of  a  heavy  local  freight  and  passenger 
trade. 

Passenoer  Traffic. 

The  data  for  a  particular  estimate  may  perhajis 
be  found  in  the  following  manner.  Eight  regular 
stages,  with  occasional  extras,  are  now  running 
daily  each  way  from  towns  on  the  line  of  the  Ma- 
boning  railroad  to  Cleveland,  and  to  stations  on 
the  Cleveland  and  Wellsville,  and  Ohio  and  Penn- 
sylvAuia  lailroads,  to  accommodate  simply  the 
local  passenger  travel  of  these  towns  to  Cleveland 
and  Pittsburg.  At  leait  an  equal  amount  takes 
private  conveyance. 

We  estimate  eight  stages  daily,  at  seven  pas- 
sengers each  way  i>er  day 112 

Travel  by  private  cjoitvn'anco  same 112 

Equal  to  llli  through  pasMugers 224 

If  we  estimate  that  thi.>  amount  will  iw  doubled 
by  the  superior  facilities  arlorded  by  tiif  railroad, 
making  au  amouDl  of  lo^;al  travel  equivalent  to 
two  hundred  and  twenty-four  through  passengers 
per  day,  we  are  undoubtedly  entirely  within  the 
mark  which  the  experience  of  other  roads  would 


Coal  Trade. 

The  most  important  single  item  in  the  freight 
business  of  our  road  upon  its  first  opening,  will 
probably  be  coal.  The  line  of  the  road  will  pass 
through  the  whole  coal  field  of  the  Mahoning,  in 
the  most  favorable  position  to  receive  the  product 
of  all  the  beds  now  worked,  or  which  shall  be 
hereafter  opened  in  that  valley.  The  amount  of 
that  trade  is  now  large,  and  is  rapidly  increasing. 
In  1849  the  amount  cleared  upon  the  canal  at 
Youngstown  and  Warren  was  751,837  bushels;  in 
1850,  1,389,901  bushels;  in  1851,  1,946,225  bush- 
els; and  in  1862,  2,306,182  bushels.  For  1863, 
the  returns  of  course  are  not  received,  but  it  is 
known  that  a  large  increase  (not  less  than  20  per 
cent.)  is  taking  place  upon  last  year.  This  coal  is 
all  destined  for  liie  Cleveland  market,  and  amounts 
to  more  than  i-ne  half  of  the  whole  quantity  de- 
livered at  thai  |K)int. 

It  is  now  transported  on*.'  hundred  miles  by 
canal,  and  pays  fweaty  cenis  toll  per  ton.  The 
Ohio  canal  coal,  which  is  as  yet  its  only  competi- 
tor in  tl»e  Clevolaiid  market,  is  transport  -d  a  dis- 
tance of  t^buut  seventy  laiU-;?,  and  pays  from  ten 
to  twelve  cents  toll  per  ton. 

The  diffjivncSu  in  the  cost  of  delivery  hy  the 
present  modes  of  conveyance  is  thus  made  about 
50  cents  per  fon  against  the  Mahoning  coal.  Its 
selHng  jjrice  in  market  is  regularly  about  -50  cents 
per  ton  greater,  and  yet  in  the  face  of  such  odds  in 
cost  and  piijo,  ii,  has  regularly  lurnishod  the 
Cleveland  mark*  l  with  more  than  one-h.^lf  the 
whole  supply,  thus  practically  demonstrating  the 
fact  which  is  well  understood  in  Ohio,  that  the 
Mahoning  or  Biier  Hill  coal  is  of  the  best  quality 
yet  discovered  in  the  State. 

The  Mahoning  railroad  will  enter  this  coal  re- 
gion in  a  distance  of  58  miles  from  Cleveland,  and 
will  pass  through  it  about  16  miles,  in  the  imme- 
diate vicinity  of  all  the  beds  yet  worked,  Just  be- 
low the  levfl  at  which  the  coal  is  found,  and  in 
the  most  favorable  position  possible  to  receive  it 
upon  the  line.  It  will  pass  thence  to  Cleveland, 
over  grades  not  exceeding  at  any  point  twenty- 
one  feet  to  the  mile,  and  be  delivered  un  the  Cuy- 
ahoga river,  with  abundance  of  room  on  the  river 
for  the  handling  and  shipping  of  the  coal. 

The  road  will  have  the  advantage  in  <listance 
as  compared  with  the  canal,  of  about  35  miles. 
The  can.il  is  a  very  imperfect  one :  the  road  will 
bo  a  tirst  class  railroad,  with  grades  and  align- 
ment of  the  most  favorable  character,  and  with 
the  most  abundant  f;tcilities  for  handling  the  arti- 
cle at  its  termination. 

Under  these  conditions  there  can  be  no  doubt 
that  the  road  will  control  the  coal  trade  to  as  great 
au  lixtent  as  the  demands  of  other  business  upon 
its  capacity  will  permit. 

The  lowest  cost  at  which  the  coal  is  ever  deliv- 
ered on  the  dock  at  Clevclantl,  exclusive  of  tolls 
and  inclusive  of  the  cost  of  unloading  the  Iwats, 
is  igl  15.     The  present  cost  is  jrl  30. 

Il,  therefore,  the  tolls  could  be  entirely  reiuittod 
on  the  canal  (which,  of  course,  is  impoasibie,)  the 
cost  of  delivery  would  still  amount  to  a  rate  of  two 
cents  per  ton  per  mile  by  railroad,  a  higher  rate 
than  any  coal  bearing  road  in  the  United  States 
now  charges.  There  can  be  certainly  no  doubt  of 
the  result. 

If  it  be  admitted  that  the  road  can  control  the 
transportation  of  the  coal,  this  article  of  trade  will 
alone,  in  a  abort  time,  tax  a  single  track  to  its  ut- 
most capacity. 

With  the  same  rate  of  increase  which  has  gov- 
erned the  production  in  the  Mahoning  Valley  for 
the  last  four  years  (and  with  the  additional  facili- 
ties offered  by  the  ro;id,  it  cannot  be  doubted  that 
the  ratio  of  increase  will  continue!,  it  will  amount 
in  the  year  1856  to  260,000  tons/or  800  tons  per 
day  during  the  whole  year,  and  would  alone  justi- 
fy the  cousfTQCtioa  of  the  r<>»d  t'roiu  Cleveland  to 
the  coal  region 

It  is  proper  to  add,  that  the  North  Western 
railroad  from  New  Castle  to  Blairsville,  will  run 
for  a  great  portion  of  the  distance  throiigh  coal 
fields  of  the  finest  description  ot°  the  character 
kaewD  in  tbe  western  markets  as  PitMburg  coal. 


They  have  been  as  jet  but  partially  developed  f«»< 
want  of  moans  of  transportation,  but  tbe  ftimac*  • 
in  that  region,  and  tbe  trade  for  domestic  purp<  >- 
ses,  has  caused  the  beds  to  be  examined  sufficient- 
ly to  demonstrate  their  extent  and  quality.  Tb^v 
will  undoubtedly  furnish  as  soon  as  the  Nori  • 
western  road  is  completed,  a  very  large  busiueN'* 
to  the  Mahoning  road  in  that  particular,  and  very 
valuable  variety  of  western  coals. 

Iron  Tradjc. 

The  Mahoning  Valley  has,  within  a  few  year-* 
become  the  centre  of  a  large  iron  trade,  wUcb  i.^ 
rapidly  increasing.  The  present  production  Is  a-* 
follows  :  one  fXiniace  at  Niles,  four  at  Youngstowi.. 
one  at  Lowell,  and  eight  near  New  Castle,  are  de- 
livering their  pig  iron  at  that  point.  These  furna- 
ces, with  few  exceptions,  are  stone  coal  fnrnace^. 
and  now  making  about  8  tons  each  per  day,  *'^ 
more  than  100  tons  j)er  day  in  all.  This  is  an  i'  - 
crease  of  100  per  cent,  since  la.>'t  season,  and  oth'*«- 
fum.ices  are  going  up  which  will  largely  incre»>  • 
it  next  year.  A  new  furnace,  lor  instance,  will  ;* 
completed  within  ninety  days  at  New  Cast!  . 
which  is  ex{)ected  to  turn  out  tift«^en  tons  of  in«t.t. 
per  day.  There  are  four  rolling  mills  in  the  va!l< ;'. 
two  of  tlioni  very  larsre  esfablishnients.  At  <>>.■: 
of  them  are  now  l>eiiig  made  the  rails  fi>r  th<'  *<•«  - 
Olid  track  of  the  Cleveland  and  Columbus  railro.i  •. 
These  furnaces  and  mills  are  most  of  th«'m  in  t!.  • 
immediate  vicinity  of  the  roa<l,and  will  rontribiii  • 
their  whoh-  prodm^t  to  swell  its  business  over  near 
ly  its  entire  length.  a.s  the  great  market  for  th  • 
iron  is  upon  the  lakes,  through  Cleveland. 

If  the  expect.Htions  now  entertained  of  lake  Su- 
perior iron  ore  are  realized,  a  larg«'  buKiiK-s 
must  also  1h>  done  in  that  article,  which  may  !>•-• 
looked  upon  as  likely  lo  furnish  back-loading  !  t 
coal  cars,  to  l>c  worked  with  Mahoning  coal.  Tbi  i 
article,  however,  cannot  b«  commanded  till  tJ!- 
Saut  Ste.  Marie  canal  is  compleud  Meantime  .v 
trade  is  groning  in  Lake  Champlain  »)n'.  an  ore  il 
the  same  general  quality  of  the  Lake  Superi<»r, 
La.st  year,  alwut  3000  tons  were  carried  tWM'i 
Cleveland  t*)  the  Mahoninsr  Valley  and  Pittsbut.. 
This  year,  the  (|uantity  will  probably  exct-^-d  SO***' 
tons,  and  for  the  coming  year,  contracts  are  .-i! 
ready  made  for  a  much  larger  (juantity.  The 
Lake  SufK-rior  ore,  when  acces.vable.  will  be  deli' 
ered  at  Cleveland  f<ir  much  less  money,  and  t';  • 
trade  is,  beyond  any  question,  <lesliued  to  an  j;;- 
raense  increa.se. 

Aghiccltcral  Produce. 

In  the  ordinary-  articles  of  ajrricultural  prfxln:  •. 
which  form  almost  exclusively  the  export  trade  «  ■ 
other  Ohio  railroarls,  our  road  may  anticipat*'  .i 
business  of  the  most  gratifying  character.  It  ni  • 
through  the  most  densly  settle<l  and  riehest  p- 
tion  of  northern  Ohio,  and  a  regional  !ca^t  equ.-»J  .» 
any  other  in  the  auiou'it  and  value  of  iis  ajjrici- 
tural  export^. 

The  amount  of  cheese  .ilone,  rec«'ivpd  and  sh'  • 
lK?d   at,  the  single  port  of  Warren,  has  t>oinetici 
runup  to  more  than  four  thousand  tons  in  o;i 
season.     The  amount  receive*!  at  Aurora  and  Ga 
raihville  is  alsa  very  heavy,  *ad  will  be  greai.v 
increased    U|K)n    the    construction    of    the    rai  - 
road. 

The  amount  of  flour  manufactured  for  ezport  b 
the  mills  Immediately  upon  the  line  at  Warn 
Girard,  Youngstown,  Poland,  Lowell,  New  Casii. . 
tmd  Mahonlngtown,  amotmts,  during  the  season  «. 
navigation,  to  850  barrels  a  day. 

In  the  great  variety  of  other"  articles  of  agric!-! 
tural  produce,  too  miscellaneous  to  be  enumcrat    ' 
and  in  the  return  tra«le  ut"  meix-hainlise  nec«  «&.■ 
for  th«;  convenience  of  »  nianufMetariiiir  and  ;•  ■ 
cultural   fK>pulation,  we  ran  saf.h    s;»y  thai  i. 
liiM"  of  njjwj  will  have,  imiiiediauly  u|«<-»n  'vn^i' 
tion,  a  trade  equal  to  that  •■njoxol   in  the  sa 
descrij>ti<:tn  or" traffic  by  any  rox.i  of  .-.jual  l«?iirii. 
northern  Ohio. 

Willi  tbese  explanations,  we  tabinit  an  t%.tiui.'i 
of  the  business  of  the  road,  oti^ci    ufum   Ur-   ic 
trait  aloite — ti^  data  tor  tc-iiCT.  an    triikni  our  i     - 
nediaU  obserTMtion—-U/iikoiU  assuming  ««y  tKi-^ 
whatever  from,  tlirough  bui>in4ss.  "    ' 
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'  *'--"".-N    ■*'     Summary  aso  Estimatb. 

LocaT  passenger  travel  equal  to  (say) 
200  through  passengers  (100  each 
way)  daily,  at  3  cts.  per  mile $159,680  00 

150,000  tons  of  coal,  ore,  plaster,  Sui., 
at  SI  20  cts.  \rer  ton  for  65  miles, 
inclnding  rent  of  coal-yanls  and 
docks,  furnished  by  tlie  company..    180,000  00 

80,000  tons  of  iron  at  S2  per  ton 60,000  00 

16,000  tons  of  local  miscellaneous 
freight,  agricultural  produce,  mer- 
chandise, lumber,  &c.,  &«.,  at  (S2 
60)  per  ton 37,500  00 


1      S437,130  00 
Deduct  40  per  cent,  for  expenses ... .    174,85200 


262,278  00 
Equal  to  18  percent. //-^//t  local  traffic  alone,  on  a 
cost  of  52,000,000. 

Cost  ur  the  Road. 

The  cost  of  the  road  completed  in  running  cnkr, 
ballasitt-d  and  stocked  witli  cars  and  machinery, 
and  provided  wltli  deists,  calculating  iron  at  $70 
per  ton,  is  cxlimalnl  by  Edward  Waknkr,  Esq., 
principal  Eiii,nrK'er  at  $1,746,966,  as  tollows, 
viz  : 
Qradnation,    nuisoniy,  arid   bridRins;  85 

milesi ^597,966 

Iron 765,000 

Right  oJ  way 85,000 

DejWl  grounds  and  buildings,  and  water 

stations 125,000 

Engineering  and  suiK'riuleudeuce 24,000 

Equipment  of  cars  »nd  locomotives  for 

the  first  year,  exciusiv*-  of  oojU  cai-s  and 

engines 150,000 


way  farther  on  than  Bardoneche,  the  suiface  of  the 
country  is  remarkably  uniform, and  will  not  present 
any  difficulty :  the  length  of  this  section  is  about 
eleven  miles,  and  its  average  rate  of  inclination  1 
in  67.  The  remaining  nine  miles  is  a  descending 
gradient  of  nearly  1  in  57,  likewise.  And  hero  the 
line  obtains  a  passage  beneath  the  Alpine  ridge  by 
a  tunnel  of  about  eight  miles  in  length,  at  a  depth 
of  5248  feet,  or  as  nearly  as  possible  a  mile  below 
the  surface  of  the  pass. 

The  three  principal  gradients  above  mentioned 
being  divided  into  others,  to  suit  the  nature  of  tht 
groutid,  the  rates  of  inclination  on  some  portions 
»f  the  Hue  will  be  steeper  in  certain  cases  than 
those  named,  but  in  no  instance  will  they  ex- 
ceed 1  in  2>i.  Throughout  the  whole  Ifiigth  of  the 
principal  tunnel  the  gradient  will  be  1  in  63. 

M.  Maus  estimates  the  cost  of  the  work  as  fol- 
lows : — 
fc'or  forming  a  heading  with  a  machine 

invented  by  him  for  the  purpose JClbO,000 

For  increasing  the  size  of  the  headitig, 
80  as  to  form  a  tunnel  in  the  usual 
manner  through  a  lias  rock,  contain- 
ing scales  of  mica  and  grains  of 
quartz,  of  so  compact  a  nature  iis 
not,  apparently,  to  require  any  fat- 
ing in  masonry .■]70,S30 


$1,746,966 


£550,8:^0 
For  the  remaining  portions  of  tho  li:ic 
forming  approaclu's  nortli  and  south 
of  the  propiL-jed  tunnel,  viz: 

Cost  of  laud ::*),019 

Earthwork lfel,366 

Biidges,  culverts,  &c.,  including  the 
several  shorter  tunnels  above  allu- 
ded to 468,448 

Rails,  chain,  8lee|>ers.&c 171,969 


The  Tannel  through  tlic  Alps. 

The  June  number  of  the  London  Builder  contains 
the  following  description  of  Ike  Ckeralier  M.  Mans' 
plan  for  forming  a  tunnel  through  the  Alps,  and  of 
his  tunnelling  machine. 

The  line  of  communication  selected  by  M.  Maus 
skirts  the  southern  side  of  the  Mount  Cenis, follow- 
ing the  vallt-y  of  the  Dora,  and  j.ass-'s  by  the 
towns  of  Snsa,  Oulx,  Bardoneche,  &c.,  thence  by 
means  of  a  tunnel  under  tht;  ridge  of  the  Alps,  it 
proceeds  to  Modana,  a  town  situated  in  Savoy,  on 
the  west  of  that  extensive  chain  of  mounlaiu-;,  by 
a  route  only  80  miles  in  length;  while  the  existing 
public  thoroughfare  over  the  Mout  Ceuis  pass  is 
nearly  40  miles,  so  that  a  saving  of  about  10  miles 
would  be  at  once  effected  between  Susa  and  Mo- 
dana; and  the  time  required  to  travel  between 
these  two  places  would,  in  the  event  of  this  pro- 
ject being  put  into  execution,  bo  reduced  from 
eight  hours  (the  time  which  the  mail  takes  to  go 
by  the  present  road)  to  one  hour  and  a  half,  a  very 
moderate  calculation  for  the  railway — l)eing  only 
at  the  rate  of  twenty  miles  per  hour. 

Thus  the  ponion  of  the  great  SaN  oy  trunk  line 
of  railway,  projected  by  M.  Maus,  would  com- 
mence, on  the  Italian  side,  at  tn«!  town  of  Susa, 
near  the  conliucnce  of  the  Uora  with  the  Cenisis, 
a  rapid  stream  that  takes  in*  rise  in  the  Mont 
Cenis,  and  would  form  a  continuation  of  the  Turin 
and  Susa  railway,  now  in  course  of  construction ; 
the  line  would  then  pass  to  the  right  of  the  village 
of  Gioglione  and  over  the  h'gh  grounds  of  Chau- 
mont  (where  the  mountainous  character  of  the 
country  involves  the  aecessity  of  two  tunnels, 
which  are,  however,  of  minor  importance,  the  one 
being  about  8040  yards  in  length,  and  the  other 
only  330.  A  short  tunnel  will  likewise  be  neces- 
sary at  the  Fort  of  Exilles,  in  order  to  avoid 
some  of  the  outworks,  and  farther  on  another  tun- 
nel, which,  however,  will  be  only  2280  yards  long  ) 
Vfii  thus  arrive  at  Salbertrand,  situated  ten  mik-s 
from  Susa  aiid  nearly  1670  feet  above  its  level, 
•wbioli  givei  for  Ibis  portion  of  the  line  an  average  Joompkted  their  tasks,  they  mutual ly  change  pla- 
»e^;«ndl:ji  «r»dl»fii  of  1  la  81.  Berond  ibU,  pacJoM.  Th«  raaohlat  H^iB  ••»  ^  '^o'"''  ^  tiup*  out 
i48f  OttlXi  S»«oti)x,  Bttftulftrd,  ftnd  •m  fbr  lomt  mw  blookt  of  itoo*.  ftod  it*  <vorkQMa  prooMd  to 


Total £1,398,682 

Say  £1,400,000  altogether  in  round  numbers. 

As  the  projector  considered  that  the  great  diffi- 
culty in  the  way  of  carrying  out  this  bold  concep- 
tion would  be  the  amount  of  time  and  labor  which, 
according  to  our  present  system  of  conducting 
such  op.  rations,  it  would  necessarily  require,  he 
has  contrived  an  exoa'.aiiug  machine,  for  facilita 
ting  the  labor,  and  which,  at  the  same  time,  is  cal- 
culated to  expedite  in  a  very  great  degree  the  ex- 
ecution of  this  and  similar  works,  and  from  the 
success  which  has  attended  the  trials  ho  has  al- 
ready made  with  it,  he  states  that  he  has  no 
hesitatioii  in  tixing  five  years  as  an  amply  sufficient 
period  fur  tiie  completion  of  the  projected  tunnels, 
working  at  both  ends  at  the  same  time,  although 
without  shafts,  which  the  hv-ight  abovii  rmders 
impossible. 

The  excavating  machine  consists  >f  a  frame,  in 
.vhich  aiv  set  a  number  of  very  broad  chisels, 
having  projections  on  their  face,  acting  bumewLiat 
after  the  manner  of  the  hammer  used  by  masons 
to  restore  the  rough  surface  to  the  granite  pave- 
ment in  Loudon  when  worn  smooth  by  the  traffic. 

The  chisels  are  so  arranged  as  to  cut  iuto  the 
face  of  the  rod;,  at  the  extremity  of  the  heading, 
five  horizontal  giuoves,  and  two  vertical  channels 
bounding  the  formei-,  and  at  right  angles  thereto. 
Tiiese  grooves  or  chaimels  are  run  into  the  other, 
and  serve  to  insulate  four  rectangular  blocks  of 
stone,  which  will  theu  remain  attached  ouly  by 
one  of  their  planes  to  the  solid  mass  of  the  moun- 
tain rock,  from  which  they  may  readily  be  sepa- 
rated by  wedges,  driven  with  heavy  hammers  into 
the  grooves.  1 

Tliese  blocks  will  be  about  seven  feet  long,  three 
feet  wide,  and  eighteen  inches  in  thickness.  | 

The  machine  acts  only  upon  half  the  width  of: 
tke  heading  at  a  time,  so  that  while  it  is  at  work' 
cutting  the  grooves,  which  iM-p-irate  the  blocks  of 
stone  at  one  side,  the  workmen  are  engaged  in  re-j 
moving  those  already  cut  in  the  other  half- width 
of  the  beading.  ' 

When  the  machine  and  the  laborers  have  each 


detach  those  which  have  just  been  cut,  begmnlng 
by  inserting  the  wedges  at  the  top  of  the  heading, 
and  proceeding  downwards ;  by  thus  prizing  the 
stones,  they  are  easily  separated  from  the  rock, 
alter  which  they  are  placed  on  trucks,  and  con- 
veyed to  their  destination,  so  that  the  space  is 
again  left  clear  for  the  machine  to  recommence  its 
operations. 

The  excavating  machine  cuts  the  channels  in 
the  rock,  by  means  of  several  series  of  chisels 
placed  one  beside  the  other,  in  straight  lines; 
these  lines  of  cutting  tools  are  so  arranged  as  to  be 
capable  of  a  slight  lateral  motion  in  the  direction 
of  the  grooves  atler  every  stroke ;  the  object  of 
this  is  to  bring  the  chisels  to  bear  upon  all  the 
spaces  lying  between  the  several  cutting  tools 
situate  in  the  same  line,  so  as  to  produce  not  a 
l;iccession  of  holes,  but  a  continuous  channel  si- 
milar to  a  very  wide  saw  cut. 

The  lateral  shifting  of  the  lines  of  chisels,  which 
take4  place  alternately  from  right  to  le{\ ,  and  from 
left  to  right,  is  caused  by  a  corresponding  motion 
given  to  the  frames  in  which  they  arc  fixed.  Each 
chisel  is  driven  against  the  rock  by  a  spiral  string; 
coiled  round  it,  and  which  produces  an  effect  si- 
milar to  that  caused  by  the  muscles  of  a  man  in 
the  act  of  throwing  a  javelin.  This  spring,  driving 
the  chisel  forcibly  against  the  rock,  obliges  it  to 
act  efficaciously,  notwithstanding  the  slight  in- 
equalities at  the  bottom  of  the  channel,  arising 
from  a  want  of  uniformity  in  the  resistance  of  the 
stone. 

When  the  machine  is  in  operation,  the  several 
lines  of  chisel  are  all  drawn  back  simultaneously, 
by  means  of  a  species  of  cam,  or  movable  bar, 
which  acts  against  projections  formed  on  the  cut- 
ting instruments.  This,  by  forcing  back  the  chi- 
•els,  and  thus  compressing  the  above  mentioned 
springs,  leaves  them  in  a  position  to  exert  a  strong 
per(;ussive  force  as  soon  as  the  pressure  is  remov- 
ed. '  This  is  effected  by  suddenly  raising  the  bars, 
by  means  of  an  inclined  plane,  situated  at  the 
proper  place  for  th«  end  of  the  stroke.  As  soon 
as  the  blow  has  been  struck,  the  springs  are  again 
immediately  compressed,  as  before,  and  the  pro- 
cess is  continued  until  grooves  have  been  worked 
to  the  requisite  depth  into  the  solid  substance  of 
the  rock. 

Although  all  the  chisels  in  each  row  are  similar- 
ly acted  upon  by  the  movable  bar,  they  are  never- 
theless, completely  independent  one  of  the  other, 
so  that  they  may  each  be  removed  at  pleasure, 
without  interfering  with  the  motion  of  those  ad- 
jacent, or  even  suspending  the  operations  of  the 
machine :  and  if  it  be  observed  that  one  or  other 
does  not  act  efficiently,  such  may  be  removed,  and 
new  chisels  substituted  in  their  stead,  without 
causing  any  delay  or  cessatioa 

The  back  and  forward  motion  of  the  bar,  which 
performs  the  functions  of  a  cam,  by  pushing 
»gainst  the  projections  with  which  the  several 
chisels  are  furnished,  is  caused,  through  the  inter- 
mediation of  rods  and  cranks,  by  two  rotary 
drums,  which  themselves  are  made  to  turn  by  au 
endless  rope,  communicating  with  a  water  wheel, 
01  other  suitable  motive  power,  situated  at  the  en- 
trance to  the  heading.  The  apparatus  is  arranged 
so  as  to  enable  the  chisels  to  strike  160  blows  in  a 
minute. 

The  machine,  at  the  same  time,  sets  in  motion  a 
pump,  which  forces  a  constant  supply  of  water 
into  a  reservoir,  the  upper  part  of  which  is  filled 
with  compressed  air.  By  this  means,  the  water 
is  driven  out  in  jeta,  through  small  pipes  placed 
between  the  chisels,  and  is  thus  made  to  play  upon 
the  grooves,  where  it  performs  the  double  office  of 
preventing  the  cutting  instruments  from  getting 
heated,  and  removing  the  dust  and  chips  of  broken 
stone,  which  would  otherwise  accumulate  in  the 
grooves,  and  thereby  prevent  the  effective  working 
of  the  excavator. 

The  manner  in  which  the  engineer  proposes  to 
provide  for  a  proper  supply  of  fresh  air  during  the 
progress  of  the  work  is  by  means  of  a  tubular 
vsntilator,  which  he  intends  to  lay  along  the  bot- 
tom of  tbt  lalkiy.  At  iItoo  latsrrali  throtifboat 
Ita  «at(N  tosf tb,  MoordlBf  m  tbvjr  suf  bo  huai 


•SJT!'^'^''*^  -  '•''■''■. 


J_IIIL«l|_!W^l!U_<ll,J,.H,    I 


AMERICAN    RAILROAD    JOURNAL. 


695 


Dec«s>ary,  he  would  insert  fans,  which  he  suggests 
njiglit  be  placed  on  the  spindles  or  shafts  of  the 
rolleTfl  or  sheaves  over  which  the  endlt-ss  rope  is 
made  to  pass,  so  that  they  could  constantly  be 
worked  with  very  little  addilional  expense.  These 
fans  would  force  the  air  from  one  chamber  of  the 
tube  into  that  immediately  succeeding  H,  and  as 
the  ventilator  would  be  made  air-tight  throughout 
itswhole  length,  and  only  open  at  its  extreme  ends, 
80  that  the  air  introduced  through  the  tube  may 
pass  out  through  the  heading,  he  considers  that  a 
con^t^nt  current  of  pure  air  would  thus  be  con- 
tiuaaliy  maintained  in  the  tunnel,  which,  by  its 
uninien  u|)ted  circulation,  would  cause  incessant, 
Buccessi  vedisplacements  as  to  prevent  any  possible 
accumnlatioD  of  noxious  gases  or  uuoiygenated 
atmosphere. 

Amoskeagf  Liocomutiw  Work*. 

The  Boston  Journal  contains  an  account  of  the 
extent  of  these  works,  situated  at  Manchester  N. 
H.,  from  which  we  have  the  following: 

60  locomotives  are  manufactured  every  year, 
averaging  a  price  of  38500  each,  or  8480,000  in  the 
gross.  These  locomotives  weigh  from  20  to  30 
tons  each,  and  are  furnished  tor  home  use,  but 
principally  for  Western  railroads.  Besides  these, 
the  company  annually  manufactures  cotton  ma- 
chinery sufficient  for  a  mlli  of  20,000  spindles.  Tur- 
bine wheels  are  also  a  principal  feature  of  which 
they  produce  a  large  number  and  variety  every 
year,  ranging  in  power  from  that  ot  20  to  that  of 
300  horses.  Several  other  branches  of  manufacture 
are  carried  on,  embracing  some  48  details;  but 
these  are  subsidiary  to  thi«e  already  enumerated. 
The  machine  department  comprises  three  shops 
and  one  foundry,  also  a  boiler  and  tank  shops,  and 
to  these  are  attached  such  buildings  as  the  several 
operations  require  for  stock,  storage,  &c.  There 
are  63  tenem-*nt3  belonging  to  the  company,  which 
are  occupied  as  boaiding-hoiiseg  for  the  men  in 
their  employ.  These  latter  inimber  some  600,  and 
include  some  of  the  smartest  and  most  respectable 
of  the  citizens  of  Manchester. 

Tliere  is  consumed  at  the  works,  every  year, 
2000  tons  of  pig  iron  (onti-half  of  which  is  Lowmoor 
manufacture),  8iK)  tons  of  bar  iron  and  steel,  100 
Ions  of  copper,  40  tons  of  brass  castinjis,  250  tons 
of  boiler  iron,  GOO  tons  of  Lehigh  coal,  600  tons  of 
Cumberland  (English)  co.il,  4000  bushels  of  char- 
coal, 4000  gallons  of  oil,  aud  700  cords  of  wood. 

The  average  sum  paid  as  wages,  per  month,  is 
812,000,  which  among  the  workmen,  is  distributed 
at  the  rales  of  from  340  to  $7b  per  month.  Some 
men  average  more  than  the  JatU'r  sum. 

The  principal  articles  manufactured  are  loco- 
motive and  stationary  steam  engines,  boiler.s,  cot- 
ton aid  woollen  carding,  spinning  and  weaving 
machineiy,  hiavy  tools,  turbine  wheels  and  mill 
work  geoerally ;  and  heavy  castings  are  furnished 
by  the  company  to  order.  All  these  branches  are 
under  the  direct  inspection  aud  management  of 
0.  W.  Baylcy,  Esq. 

Kcaaiug  Usliroad. 

We  learn  from  the  Schuylkill  Miner's  Journal  that 
this  Company  are  relaying  a  jwrtion  of  their  track 
with  new  rails.  Sim  ■  four  miles,  bjtween  Reading 
and  Birdsboro',  have  been  laid  with  a  newly  tnvt  n- 
ted  English  rail,  which  requires  no  wooden  sills, 
but  is  placed  upon  a  bed  of  broken  stone,  and  se- 
cured by  wrought  ir'>n  ties  extending  across  the 
track  at  the  joiuts  of  the  rails,  say  about  eight  feet 
apart.  The  rails  are  made  with  very  broad  flanges 
at  the  base,  somewhat  in  this  shape — ,  thus  spread 
lug  Upon  the  ground,  and  inU'nded  to  support  them- 
selves without  the  aid  ofsills.-A-l'hey  have  been  laM 
as  an  exfjcrimont,  and  the  heavy  tuDMiigu  oftlu' 
road  will  doubtless  put  tliem  to  a  fair  test.  If  found 
to  answsT,  thi-'ir  adoption  vijl  save  a  large  item  of 
cost,  in  the  matter  of  woo<U-n  sills. 

As  tne  Company  pro^cod  with  relaying  their 
roud — which  is  done  as  fast  as  the  old  rails  become 
worn  to  any  extent — a  larger  space  is  lefl  between 
the  two  tracks,  bo  that,  in  time,  wider  pa*»enge 


be  made,  to  pass  each  other  with  safety  upon  those 
j>orti<)ns  of  the  road  which  have  not  yet  been  re- 
newed. 


Pacific    Railroad  of   Missouri. 

From  the  Wcxfern  Journal  we  learn  the  present 
subscriptions  to  the  slock  of  the  company  building 
this  road,  are  as  follows : 

Subscriptions  at  and  between  St.  Louis  and 
Jefferson  city. 
City  of  St.  Louis,  in  bonds  at  par,  twenty 

years  to  run J/iOO.OOO 

County  of  St.  Louis 200,000 

Franklin  County,  (declined  on  account  of 

its  terms) 60,000 

Osage    Countv,  <>ti   conditiOD  of  taking 

Union  Ridge  Hue 8,000 

Osage  County,  on  condition  of  taking 

Southern  line 5,000 

Private  subsripiions  of  Franklin  Co 40,000 

Individual  subscriptions  in  St.  Louis 6f)-5,000 

Private  subscriptions  in  Gasconade  Co. . .     1G,7(KI 
Private  subecriptions  in  Cole  Co 11,600 


per  mile  will  be  greater.     Agents  are  appointed  to 

obtain  the  right  of  way  on  both  routes. 

The  population  and   revenue   of  the  counties 

along  the  river  route  is  as  follows : 
Counties.  PopuiHtinn.  Rev«>iie    18S2 

St  Louis.... 121  853  S88,754  79 

Franklin 11.493  4,608  78 

Gasconade 5,740  1,086  61 

Osage 5,914  1,493  69 

Cole 5,597  2.347  16 

Moniteau 6,572  1.535  «6 

Cooier 12.742  6,164  72 

Saline 9,096  4.2i»  88 

Lafayette 14.511  10,165  66 

Jackson - 13.914  7.000  43 


SI  27 .406  27 


SI, 436,300 
The  subscriptions   of  stock   west  of  Jefferson 

City  are  as  follows : 

Jackson  County,  on  condition  that  road 
is  to  pass  through  County,  money  to  be 
expended  in  County  after  road  is  com- 
pleted to  C<mnty  line §100,000 

Johnson  County,  conditions  as  above, 
payable  in  bomls  at  par,  ^^  '"  ^0,  Vj  in 
15  and  3  3  in  20  years 100,000 

Morgan  County,  road  to  run  through  Co. 
OB  Southern  survey 26,000 

Pettis  County,  in  bonds  at  20  years,  pro- 
vided-HToad  runs  through  County  wiih- 
in  6  miles  of  Georgetown,  and  bonds  not 
to  be  sold  till  road  has  reached  County 
line  on  east  or  west  side 100,000 

Lafayette  County,  if  road  runs  through 
County  and  city  of  Lexington 300,000 

C<Mjper  County,  in  bonds  at  20  years  road 
to  run  through  Boonville  and  Lexing- 
ton   250,000 

City  of  Boonville.  if  the  city  charter  be 
amended  to  give  power  to  subscribe  in 
20  years  bonds  and  road  to  run  through 
Boonville 50,000 

Moniteau  County,  road  to  run  throueh 
town  of  California,  payable  in  bonds 
and  other  conditions.     Qujeclionable. .      60,000 

Pettis  County,  for  iidand  route  ami  provi- 
ded the  3400,000  are  raised 150,000 

Moniteau  Couiiy,  do.  and  in  leau  of  pre- 
vious bubsci  i|>tion 75,000 

Job  son  County,  inland  route  and  provi- 
ded the  .f  100,000  are  raised 50,000 1 

Cole  County,  r^  joctcd,  very  obj^-ciionable    50,OoO 

Cass  County,     do.  do.         do 76,000 

Private  subscriptions  in  Moniteau  and 
Cooper  Countits,  i»rovi  led  road  is  loca- 
ted on  inland  or  Georgetown  route. .  . .       8,600 

Do.  in  Pettis  aud  Cooper  County,  on  like 

terms  . . , , 8,100 

Do.  in  Moniteau  County,  on  like  terms. .       l,40t) 

Aj^a  Finlay,  Marshall,  Saline  County,  if  on 
Boonville  antl  Lexington  i oute 6,000 

Private  subscriptions  in  the  township  of 
Kans.ts,  west  of  Big  Blue,  provided  road 
runs  through  sail  to>vn8hip,  and  provl- 
ded  no  payment  is  required  till  road  is 

commenced  in  said  to«  nship 31,800 

The  subscriptions  Wist  of  Jefferson  city,  not 

rpjected  on  account  of  the  conditions  upon  which 

they  are  made,  amount  to  S1,264,90<J,  of  which 

nearly  $550,000  are  conditioned  upon  taking  the 

Southern,  or  Pettis  and  Johnsou  County   route. 

The  interior  route,  via.  Johnson  County  Is  163 

miles  from  Jeflerson  city  to  the  Kansas,  and  will 

oo«t  8U|000  p«r  nil*.    Tb«  BoonvlU*  ud  Lex 
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206,132 

With  reference  to  the  subscriptions  made  it  is 
believed  that  they  will  be  largc'y  increased.  It  is 
quite  probable  thut  St.  Louis  city  and  county,  to 
whom  this  work  must  become  of  the  greatest  im- 
portance by  reason  of  the  trade  it  will  develoj)* 
and  bring  to  them,  will  raise  their  corporate  sub- 
scriptions to  SI. 500,000,  or  3850,000  more  than 
the  present  amount.  This,  with  the  present  pri- 
vate subsciiptions,  will  amount  to  S2,106,(XK>, 
which  with  the  Bute  credit  of  S3,000,000  will 
leave  a  balance  of  33,128,000  to  be  supplied  by  the 
counties  along  the  line  ;  the  entire  cost  of  the  road 
by  the  river  (Boonville  and  Lexington)  rout* 
being  estimated  at  38,233,000. 

Of  the  routes  west  of  .Jefferson  city  the  Johnson 
county  route  is  that  contemplated  in  the  charter 
of  the  company,  although  they  are  not  bound  to 
it  except  in  the  event  of  receiving  a  definite 
amount  of  aid  from  the  people  on  the  line.  The 
Boonville  and  Lexington  route,  although  longer 
and  more  expensive,  will  receive  the  sui)port  of  a 
larger  population  and  ca(»ital.  The  Johnson 
county  route  was  the  one  indicated  in  the  charter, 
with  the  condition  that  the  people  and  countJes 
interested  should  raise  their  subscriptions  S400,- 
000  above  the  amount  subscrilK-d  at  the  time  of 
passage  of  the  act,  and  that  the  terms  of  right  of 
way  shall  be  equally  as  favorable  as  on  any  other 
route.  If  these  conditions  are  not  fulfilled  previ- 
ous to  Dec.  2oth,  1863,  the  company  are  auUiori- 
zed  to  select  any  other  route.  The  same  act  ex- 
lends  the  credit  of  the  State  au  additional  million 
of  dollars,  making  S4,00u,000  as  the  total  amount 
of  State  means  grann-d  in  aid  <>f  tho  work. 

Linnisville  and   Meiu|j|iiii  Railroad. 

The  Hopkinsville  Convention  met  on  the  3d 
inst.  The  reports  of  engineers  were  Iteard.  They 
reported  the  distance  to  Hopkinsville  from  L<mis- 
viile  at  160  miles,  and  from  Hopkinsville  to  the 
Sute  line  VJ  miles — whole  distance  from  Louis- 
ville to  the  Tennessee  line  169  miles.  Whole  cost 
for  169  miles,  «3,718,000.  Cost  per  mile,  built 
and  eqnip|)ed  for  use,  322,000.  Grade  of  the 
road  on  two  practical  passings  of  Muldro's  Hiil, 
40  feet  and  95  feet  to  the  mile — curves  one  mile 
— I'lenty  of  coal — bituminous  char,  and  caimel 
coal,  60  flue  it  leaves  no  stun  upon  a  white  hand- 
kerchief, and  will  light  and  burn  as  does  a  star 
candle.  Money  to  build  it  will  be  raised  by  the 
subscription  of  the  counties,  thecify,  and  Individ- 
aals  along  the  line.  Members  fr<  m  the  co^l  field.* 
are  willing  to  put  in  mortgitge  all,  and  snlwcrilj*" 
half  their  lands,  if  required,  t^?  mak^  th-j  ro;«ii 

The  Louisville  Times  says  : 

•'  Memphis  will  maintain  her  5  feet  garge  and 
join  the  straight  road  at  the  State  line,  a  distance 
of  185  miles,  making  the  whole  distance  from 
Louisville  to  Memphis  358  miles  The  straight 
road  |aiD8  nenr  33  miles  JOfs  than  t!iy  Louisville 
nod  KashTiii*  road,  branobud  at  Bow]iaf(rt>eD  to 
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poRiifi  of  iiou.  From  Hopkinsville  th«  straight 
rond  \\»s  direct  connection  over  the  Henderson 
rend  to  Nasiivi'le,  which  is  all  under  contract  and 
in  progn-ss.  Tlie  contractors  taking  Sl,f>00,000 
pay  in  the  stock  of  the  company,  which  contract  is 
thought  to  be  attainable  by  the  Louisville  and 
Meoiphia  road." 
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NAME  OF  COMPANY. 


Saturday,  October  SO,  1853. 


Share  and  Money  MMrket< 

The  stock  lunrket  exhibits  inoro  steadiness  at 
this  writing  thaa  at  the  date  of  our  last  issue.  The 
fluctuation  prevalent  in  the  leadin«^  fancies  at  Ihat 
date  continued  duriii^  the  week,  and  on  Satuaday  I  (Concord"  . ."  ."  •"""  ""■"'  ""'      ,', 


;    a 

1 150 
65 


O 


« 

•d 

c 

9 

Em 
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Atlantic  and  St.  Lawrence.  . .  MiUne 
Androscoggin  and  Kennebec. .      " 

Kennebec  an<l  Portland " 

Port.,  Saco  and  PorUsmouth . .      " 

York  and  Cumberland, " 

Boston, Concord  and  .Monlreal.   N'.  11.    9!?    l.G41»,278! 


settled  ii.to  an  extiemc  doi>ressioii.  Pending  this 
state  of  things,  8' >me  large  sales  were  eflected  at 
belter  r.ates  than  had  been  anticipated,  pvineipallj* 
for  the  account  of  .some  of  the  heaviest  op«Tators, 
and  on  .Moui'.r.y  more  eonhdefice  wa>  appaniit  at 
the  meeting  of  the  lo  rd,  which  has  been  main- 
tained since  with  a  dcvidoi  impiovonientin  prices,  i 
The  tran^actiun.s    in  s,.;iic  of  ihc    I'-ading    railway 


Cheshire 

Northern 

Manchester  and  Law  rence. . . . 

Nashua  and  Low  11 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  P;issumpsic. , 

Rutland 

Vermont  Central 

VeiTiiont  and  Canjuia 


% 
54 

82 

241 
15! 


1 ,538,1  (H)i  2,073,700^  6,160,278 

809.?78i  l,016,600j  2,064,458 

870,  <  411      800,00(t  2,180,(KX) 

'      123,884  1,459,384 

341,100!  713.606 

622.200;  2,540,217 

none.  1,485,000 

72O,900|  3,002,094 


oil  l,365,500l 
20      286,747' 


1,486,0001 

2,078,625 

3,016,634, 

717,548! 

6oo,ooo: 


ncHie. 


661,214 


VL 


stocks  du.  ingthe  '.vcck  --vt  re  atthi-  following  rates  :  I  Western  Vermont 


Hud --(in 

RivT. 

6-4 

68 

644 

65 

66 

The  stocks  of  the  favorite  Western  roitds  were 
pretty  much  koj)t  out  of  market  duringtheexeile- 
inent  and  therefore  have  not  participated  in  the 
fluctuations.  In  railway  bond.s  nothing  of  interest 
has  transpired. 


Erie 

Thnrbdav 70 

Friday..' 60  Vj 

Saturday 704 

Monday 70^^ 

Tuesday 70  i 

Wednesday   ..711 


.N*    V 

Tent. 
107 
1063^ 
1074 
107?^ 
los 

1094 


L>il.&H. 
liar.    Canal. 
51J 
50 
504 

6n>.c 

51  * 
52 


Vermont  Valley 

Boston  an«l  Lowi  11 .Mass.' 

100    1  Boston  and  Maine •'     i 

100 J  !  Boston  and  Piovidence " 


;  47i  ; 1,400,000 

'26    i I      673,500 

i  61|  1,007,600'      550,000   1,746,616 

.l20i  2,486,000'  2,429,100   5,677,467 

'll7i  8,-''H)0.on';  ;^,6oo,ooo;i2,ooo,ooo 

.  47!  liSO^.^'-OO I  1,600.000 

61 1  302,00(1   700,000| 


26i,743 
140,661 
133,338 
208,669 
23,946 
160,538 
305,806 
287,768 
328,782 


c  *■ 


113,620 
80,063 


a 

*> 


11,266 
79,650 


none 
none 
none 
6 
none 
none 


m 

o 

8 


82 
86 
46 
98| 


132,646 


496,397 


1024 
104 
1(M4 
I04i 


Boston  and  Worcester 

Cape  Cod  brancli 

Connecticut  River . . ; 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton. 

Norfolk  Count  V 

Old  Colony . . ." 

1  Taunton  Branch . 


281  1,830,000 

83[  4,076,074 

581  3,160,390; 

69i  4,600,000| 


The  railway  returns  continue  to  uhow  the  most 
gratifying  resultN.  The  advance  in  provisions  and 
breadstuHs  will  tend  to  give  them  a  heavy  winter 
business  and  add  to  their  earnhigs  beyond  all  an- 
ticipation. I 

We  anne.v  ili<:  following,  not  hercltrt'ure  given, 
for  the  month  of  September  : 

1853. 

Watertown  and  Rome $11 ,01 9 

Stonington 20,644 

Vermont  Central 80,000 

Wilmington 04,000 

Androscoggin  and  Kenr»ebec..     16,497 

The  total  receipts  into  the  U.  S.  trea.sury,  exclu- 
sive of  trea.sury  notes,  funded  and  tru.st  funds,  for 
the  fiscal  quarler  ending  Sept.  30th,  were  i:21,- 
833,776,  and  the  expenditures  were  »15,081,383. 

There  is  a  bett'^r  feeling  in  the  money  market, 
«n<l  it  is  thought  that  tlie  crisis  is  i)ast  fur  the 
present.  The  la>t  week  was  the  most  severe  one 
since  the  commencement  of  the  paidc;  but  the 
safety  with  which  the  danger  has  been  passed,  by 
the  mercanti'c  community  argues  a  strength  in 


Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  L 

Providence  and  Wor. ester. . .  " 

Canal Conn, 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

j  New  York  and  New  Haven. . .  " 

$•22,144   Naugatuck " 

61,340  I  New  London  and  New  Haven.  " 

71  128  Norwich  and  Worcester " 

Buffalo  and  New  York  City. .  N.  Y. 

Butralo,  Coming  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cavnga  and  Su-sqnehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse, 


28 
62 
76 
42 
66 
20 
26 
46 
12 
77 
46 
156 
60 


421,205! 
l,501,100i 
2,860,000l 
1,050,000! 
8,640,000! 

600,000j 

647,016! 
l,964,070i 

260.000! 


1,996,249 
150,000  4,092,927 
390,000  8,646,214 
426,000  4,846,967 
171,800!  633,906 
193,600  1,801,946 
600,000  3,120,391 
none.  I  1,050,000 
112,806  3,623,073 
none.  620,476 

819,748  1,245,927 
282,300!  2,293,634 
none.  307,136 

8,203,333 
1,321,946 
9,963,760 


Leased  to 
Recentlv 


86 
141,836j  8     1 107  4 

55,266,  6     1  48 
163,076   6     I  454- 
!  6UI  90 

61,6131  8     1109 

inonei.... 

.none:  21 

jnonel  87 

266,689nonej  26 

131 

the  Vt.  C  ent.  100 


opened. 


1852. 


72,765 


2,140,5361  1,001,600 

1,134,0001      171,210 

6,160,0001  5,319,620 

!      467,700 

40]  1,457,500;  300,000i  1,731,498 
45 

2,360,000!  800,000i  8,160,000 
2,600,000 


72 
110 
60 
66 
61 
62 
55 


In  progres 
668,861  i      800,000   1,611,111 
4,978,487 


that  quartLT  which  will  do  much  to  hasten  a  reac-  i S'**^''."''^  *"'i  M^"''**'-- 

.'    .  ,  ...        ,     .         ,    ^       ,  iRensseiacr  and  Saratoga 

tlon  in  the  market.     It  is  to  be  hoped  that  the  re-  ,  Rutland  and  Washington " 

turn  to  a  more  easy  and  favorable  state  will  be  as  ~ 
rapid  as  was  tho  contraction.  What  the  effect  of 
the  war  news  by  the  Niagara  will  be,  no  one  can 
tell.  That  the  dimand  for,  and  prices  of  bread- 
stuffs  and  proviNions  will  W  enliancee,  there  is  lit- 
tle doui  it.  There  can  be  no  good  reasion  why  the 
amount  of  European  c^ipilAi.  seeking  safe  invest- 
ment  in  our  internfl!    iniprovement.s,   should    not 

also  be  increased  bv  an  Eastern  war,  which,  while  |  ?/'*^  ^^'^  ^?^^^  ,^f ' 

.  ,  ,  ■  _  ,  .        Harrisburgh  and  Lancaster. . . 

It  may  enrlaneer  the  safety  ot  European  securities^  |  Philadelphia  and  Reading. . . , 
OAonot  poaikibly  affect  ihow  ofovr  railways,  jPhUtd.,  wflmloftoo  and  Bslti 


Saratoga  and  Washington 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  .1. 

Morris  and  Es  ex " 

New  Jersey " 

New  Jersey  Cc-ntral " 

Cumberland  Vallev Penn. 


I' 


3,000,0001  1,641,000 

026.000'      440,000 

750,600!      650,000 

54i  2,121,110j      701,600 

911      900,000|  1,560,000 

132 

69      879,636 


388,108 
669,001 
469,656 
768,810 

60,743 
229,004 
488,798 
229,446 
674,674 
164,2301 

67,261 1 
322.213 
137,406 
218,6791 
162,109' 
1,339,873 
240,.572 
253,690 


180,881 

838,216 

227,434 

831,206 
30,0661  2H 
72,028   5  * 

241,0171  7}4 


none  I 
none 

^H 

7 
6 
7 


944 
1034 
864 
100} 
46 
66 
92 


90,689j  8  ;1064 
232,787  i  6  !  94i 
43,950!  7>^ill7 
23,416inonei  60 
101,610inone:  904 
24,309!  8  ;.... 
18,648nonei  174 
66,900;  4}4\  69 


50 

47 

35 

464 


872,000 
582,400 


1,380,610 
2,596,488 
2,560,500 

In  progres 
1,921,270 

In  i)rogTes 
987,627 


639,529 
329,041 
69,629 
114,410 
806,713 


Recentlv 

267,661 

Recently 

Recently 


683,1941  6>^ 
110,892...  r 
139,514j  6 

inone 

204,260  10 
168,902!none 
Inone 


99 
634 


122 


428,173j  7 


994 


opened,   'none;  45 
116,066j  4>^l  614 
opened,   inonel  86 

none   66 

opened 1130 


76,760 

74,241 

3,537,766 

1,063,660 

681,446 

206,068 


425,509 

687,000j      400,000!  1,070,786 
9,612,996:24,003,866;31,301,806 

1441  3,740,6161  7, 046,396' 10,527 ,664 

1301  4,725,260'      977,4631  6,102,935 
96l  1,876,148.     616,2461  2,446,391 

504  22,858,600!  2,11 1 ,824'24.974,423 

118 
86 
28 
25 
80 
41 
32 
39 
96 
65 

45}  1,022,4201  128,000!  1,220,325;  119,941 
81  2,107,840  476,000  3,215,720  603,042 
631  086,1061  1,500,000  2,379,880  260,800 
66j  1,184,500;        13,000   1,265,148;    118,617 

20'      600,000i ;      750,0O0iRocent!y 

36'      783,960;      688,051!  1,609,404'    2i»0,249 

96   «,666,332'10,42T,800.17.141 ,9872,480,62611,261 .087!  7 

981  8.860(000  8,408^76;  6,81«.P«9    ^^f."^    ifiifiOV  6 


68 


39,360!none 
23,496;none 
1,601,623  7 
338,783inone 
.324,4941  5 
44,070nonei  274 

i....:1094 

196,847;nonei  28 
43,609   4       70 


714 

66 

614 


1,579,069   2,069,760!  5,133,834    480,187 
86O,0O0|      201,6001      607,8031      90,616 
._.              181,000|      849,776  Recentlv  lopened.   .none;.. 
25,0001      774,4961    213,0781      96,737| ....  i-. 

400,000|  l,250,000;Rccontly|opened.   j ;.. 

940,000;  1,832,946|    173,5451    136,017  nonei  30 


174,042: 
610,000! 
850,000; 
899,8001 
237,690 
430,936! 
1.011,9i0i 


100,000j  829,577  Recently  lopened. 
700,000  l,043,367JRecent)v  jopened. 
650,000|  1,693,711!    226,162!    116,706: 


88 

nonei  •  • . . 

8    ilOO 


1,500,000: I  4,327,4""!! ,<<'^P,r^.S£i    478,418jlO     |146 

70,252!  4     ;.... 

316,25010     !l48 

124,74d  3Mi.... 

76,89d  6     |.... 

opened.    il25 

106,932|  8  '.... 
72* 
7« 


^lVf9P7^i^^gP9iBPV*y^mt^.^iJli  WH  i^,^,V}mj/'  rJ^Mijn i ^ ^^iU^jpKRir^Vi ;i yi»^ lU  ?"!». Jiip.iwfF- ^fJM*M1  P«,' 'W'.  ^»  J. ' 
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O   3 
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So** 

El 


•a 
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I     ^ 
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Pennsylvania  Central Penn.260  9,768,155 

t  30  i 

!  47    

^381   9,188,300 

;  88   1,650,000 

57 

65 

27 

04 

73 

i  22 

!  76 

162 

107 

60 

i  32 

N  .c.'iei 
s.  c.iiio 

:140    1,004,28! 
1242  ,3,858,840 


769,000 
1,372,3241 

685,000 
1, 000,0110 
1,328.7221 
1,400,100 
3,000,000 

180,000 
1,338,878 


686,887 


.  Miss. 
.  Tenn. 

It 


Ohio. 


93 
33 
88 
60 
80 
125 
38 
29 
66  i. 


I      T' 


776,269 
879,868 
688,611 


!    836,000 

12,093,814 

1,430,160 

367,218 


Philadelphia  and  Trenton 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna. .  " 

Alexandria  and  Orange Va 

Manassas  Gap " 

Pet«rsburgh '' 

Riclimoiid  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  "     j | 

Georgia  Central Ga.  :191    3,100,000 

Georgia "     12114,000,000 

Macon  and  Western "     !101  1,214,283 

Muscopee "     !  71  ' 

South  Western "     i  bO 

Alabama  and  Tennessee  River  Ala.  \  66 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point 

Southern 

East  Tennes-see  and  Georgia. 
Nashville  and  Chattanooga.  . 
Covington  and  Lexington . . . ; 
Frankfort  and  Lexington. .... 
Louisville  and  Franiifort . .». . 
Maysville  and  Lex  ngton. .... 

Cleveland  and  Pitlsburgh 

Cleveland,  Paines\.  and  Ash. 

Cleveland  and  Columbus " 

Colimibns,  Piqna  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  anil  Mariett.-i " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie. . .  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinoig Ind 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis.. .  " 

Madison  and  Indiana|>olis " 

Peru  an<l  Iixlijui.ipolis " 

Terre  Haute  and  Iiidiana])oli8  " 

Rock  I.'-ian  I  and  Cldiago 

Chicago  and  Missis.s!j>])i " 

Illinois  Central " 

Galena  and  Chica^jo " 


6,000,000 


13,600,000!l,943,827|    617,626 


9,827,128 


173,867 
200.00U 


19,642,307  1,826,663! 
1,660,0001    348,622! 
418,673 


616,384 
216,237 
162,636 


92 


1021 
44 


In  prog. 
In  prog. 
1,103,928 
iln  prog. 

1  1,100,000 

503,0061  1,531,238 
800,000,In  prog. 
446,036|In  prog. 
l,600,000|In  prog. 

120,000;   416,532 
1,134,698  2,965,574 


227,693'   72,370 


122,861 
254,876i 


74,113'none 
118,2661  7 


77 


105 


176,485!  74,902  nonei. 


j none 

89,776 ;i2 

510,088i  163,898  6 


BOO.OOOln  ])rog. 
3,000,000!  7,002,396jl,000,717j 

|I"  prog.  I I 

306,187  3,378,132 

1.214 

168,0001  1,596,283 
.  In  prog. 
743,626 
In  pr<»g. 
In  i)rog. 
In  prog. 
1,330,960 


609,7111  7 


160.000 


400,000 


641,000 

850,000 

1,100,000 


100  1,239,450  1,371,000 
71  I 


136  3,027,000 

46  i 

61  i 

60  12,100,000 


310,000 


40 

20 

36 

31 

87 

84  12,370,784 

I  900,000 

167  |2,387,200 

67  1 


187 


1,760,700 


408,200 


600,000 
'560'66b 


946,608' 
934,4241 
296,684  j 


608,626  8 
466,468|  1}4 
163,697  9 


129,395   71,636 


178,642 


In  prog. 
In  prog. 
In  prog. 
684,902 


87,421 


a 


76,079 


44,250:.. 


In  prog.     ; I.., 

2,963,766i    194,429;    123,306   6 


3,r,55,00(»; 
2,000,000; 


777,793!    483,46412 


2,659,653J   321,793    200,967; 

In  prf^g.     ' i I 

925,000iRecently  jopened.   | 
In  prog.     ; | i 


In  prog. 
2,634.167    626,746, 

1,000,000    1,866,000: i 

l,767,000i  4,110,148'   640,618, 
jlnprog.     ; I 


314,670|  10 
113,401  !!!! 


98 


125 
\\b' 
109 


80 


93 


116} 

98 


98 

72| 

80 


70 


2,460,000 Recently'opened. 

|ln  prog.       ' ! 


119i 
96* 
97' 


87  i  652,000 
64  1.002,137 
81  ; 


800,000    1,317,140  Recent1vo|.ened i. 

119,600!  1,267,714    287,606.    186,868   16  !. 
...^...jlnprog ; ....!. 


«« 


Recently  opened. 


m. 


!181 
'83 

In  prog. 

fi2  ; t I Recentlv  opened,    j . . . . 

88  !l-n50,0(X):     750,000:  2,'100,000    516,414    268,076!  10 

40 In  prog.       ; •'.... 

72  j    632,387!      663,100   1,353,019    106,944      71,446   4 


106 
82 
78 
86 
70 

108 


113  j2,400,000!  4,000,000  4,600,000| '........  1.. ..  j.... 

••••: ' •' •••.;....  ••••> Ion 

d2  1,0.32:361!      6(M),000 In  pros'.     1473,6481    286,152  ....  124 

Michigan  Soatliern Mich.  316  2  4!*9.410j  2,6ti9,<XX)   6,4o0.240    692,187     293  046          118 

Michigan  Central "      282  i J, 000,000;  4,067,3961  8,614,1 98 's'  106| 

-  •«'*<! , Mo.     3?  ;i;000.000.     tjone.    !ln  progresfRfcertly,  opened  '.... ;.... 


The  suiemant  of  the  Brinks  for  the  last  week 
show  a  larger  contraction  of  loans  for  that  period 
than  during  any  similar  one  since  the  adoption  of 
present  systim  of  n  ports,  on  the  Gth  August  last, 
as  win  be  seen  by  the  following  comparative  state- 
ment. 

Oct.  16.  Oct.  22 

387,837,277    S86,»6T,t.81 

11.860,162       H ',803,268 

\  9,466,744         9.Kfe9,6-»2 

59,168,774      66;748,789 

It   will  be  obscrvid,  that  tiie  loans   have   been 

curtailed  in  three  and  one  half  months,  S12,500,- 
000,  nearly  §2,500,000  of  which  wa.^,  accomplished 
last  week.  The  dt  posits  for  the  week  also  foil  off 
S8,423,00O.  This  latter  large  decrease  is  account- 
ed for  by  the  deminution  of  receipt*  by  merchants 
from  customers  incident  to  tlie  clot*  of  the  m  ason. 
In  view  of  these  facts,  it  is  surpri^iug  that  the  ef- 
fects of  the  late  "panic"'  were  not  more  disastrous. 


Aug.  6. 
Loans ....  $97  ,bi'U,l  99 
Specie  ..       9,74ti,44l 
Circulafn.     9,613.063 
Dei)0hit8...  60,679,797 


Sleiw  York  •»<!  St.  I^oais« 

The  public  will  rejoice  at  tin'  announcement 
that  a  continuous  railway  track  is  now  oj^n  from 
this  city  to  Alton,  Illinois,  on  the  .Mi.«sis.sippi 
twenty  miles  above  St.  L«juis.  These  two  great 
ciiies  are  thus  brought  within  about  forty  eight 
hours  of  each  other,  travelling  time,  and  passen- 
gers are  ticketed  throneh  from  New  York  to  Alxon 
and  St.  Louis  at  the  Michigan  Southern  railroad 
oflSce  in  this  city.  We  congratulate  our  friends  at 
the  West,  that  the  'close  ot  navigation"  will 
present  no  obstruction  iliis  winter,  to  travel. 


KTans-rlllc,  ;  Indlauiipoliii     and      CUvcland 
Railroad. 

At  the  late  session  of  the  Board,  we  learn,  th** 
Evansville,  Indianapolis  and  Cleveland  Staight 
Line  railroad  was  permanently  located  irom  Union 
to  Cleveland,  on  a  straight  line,  and  from  Evans- 
ville, running  down  tha  White  river  valley  on  the 
East  side  of  the  river.  The  stock  returned  wa.s 
3882,482  00.  Stock  IxKiks  remain  oiien  until  the 
next  Februar>'  session.  The  road  not  iK-ing  pre- 
pared, the  letting  was  postponed  until  tlie  first 
Monday  in  December  next.  FrankUn  Harden  and 
William  S.  Turner  were  elected  Dire^ton*  to  fil! 
vacancies  in  the  Directory.  Henry  C.  .Moore,  latf 
Chief  Engineer  of  the  Central  railway,  wae  elected 
Chief  Engineer  of  this  road,  in  the  place  of  Wm  J 
Ball,  resigned. 


Land   om  tlie  Terre    Hauic  and    ATten   Rail, 
roitd. 

It  will  be  seen  by  reference  to  the  Mr.  Rock- 
well's advertisement  in  this  Journal,  tliat  he  oflFerb 
a  farm  for  sale  which  is  favorably  locate<l  near 
the  above  road,  md  in  convenient  proximity  to 
the  Ulinois  central  road 


Railroad  Iron. 

By  an  advertisement  of  J.  H.  Austin  &  Co.,  In 
to-days  Journal,  It  will  be  noticed  that  orders  for 
T  rail  are  solicited  ft-om  England.  This  is  a  good 
sign  and  gives  room  for  hope  that  prices  wiU  re- 
cede, somewhat,  now  that  the  continental  demand 
is  lees  than  the  supply. 

Collln'ii  Patent   Vent  lators. 

We  would  invite  attention  of  those  lntcreet«d  m 
iLe  ventilatJor  of  cars  and  engine  house's,  lo  the 
advertisement  in  another  column  of  M<*.srs.  Baker 
and  Williams,  406  Matket  Street,  Philadelphia. 
These  ventilators  are  said  ty  possess  great  merlte, 
answering  all  the  ptirposes  Intended 
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Joarnal  of  flatlroa.fl  Itmyr, 

THE     EXTENSION  CLAUSE  OF  THB    CHARTER     OP    THE 
B£LLETILLE  INO  ILLINOISTOWN  RAILROAD  CO. 

The  coDstraation  of  this  clause  by  Judge  Under* 
wood,  of  Illinois,  in  the  case  of  Gregg  (f»  wife  rs. 
the  BelUville  and  IlUnmstoirn  Railroad  Co.,  is  en- 
tirely opposed,  and  ii  would  seem,  justly,  to  the 
powers  claimed  by  the  company.  The  cause  will, 
however,  probably  be  carried  to  the  Supreme 
Coart  for  further  examination. 

The  "Ukse  turns  upon  the  construction  and  effect 
<^  the  17tb  section  of  the  charter,  which  is  as  fol- 
lows : 

"  Said  company  shall  have  the  power  to  extend 
lo,  and  anite  its  railroad  with  any  other  railroad 
now  constructed,  or  which  may  hereafter  be  con- 
structed in  this  state ;  and  for  that  purpose  full 
power  is  hereby  given  to  said  company  to  make 
and  execute  such  contracts  with  any  other  com- 
pany as  will  secure  the  oojects  of  such  connec- 
tion." 

Thus  the  only  mode  of  extending  the  road  is  by 
unUrctct,  But  can  ilia txlf ndtd  road  be  construct- 
ed, equipped,  and  used  before  the  completion  of 
the  main  road  from  Believille  to  Illiiiuiiitown  '?  Or 
is  such  right  to  contract,  limited  ?  The  meaning 
of  a  law  must  be  gathered  from  all  its  provisions 
taken  collectively.  A  corporation  po8So^s<'.s  only 
the  powers  expressly  given,  or  necessarily  implied, 
a  salutary  provision  m  this  age  of  charters. 

We  subjoin  the  leading  poiiitsof  the  decision  : 

Ist.  Until  the  construction  of  the  railroad  from 
Belleville  to  lUinoistown,  the  power  to  extend  is 
not  operative.  The  road  must  exist  before  it  can 
be  extended.  The  main  road  must  not  be  used  as 
a  mere  cover  for  the  extended  road. 

2d.  Can  private  properly  be  taken  for  the  exten- 
sion against  the  owner's  will ')  In  regard  to  the 
main  road  power  to  condemn  lands  is  expressly  se- 
cured.  Is  it  to  be  implied  in  regard  to  the  exten- 
sion ? 

The  law  will  imply  what  power  is  necessary  to 
carry  out  delegated  powers,  but  nothing  further. 
Private  property  can  only  be  taken  without  con- 
sent, by  virtue  of  express  authority.  Qillenwater 
TS.  Atlantic  and  Mississippi  railroad  Co.,  13  III.  B. 
4—2  Kent's  Com.  339. 

8d.  Can  the  company  cross  other  roads  "  con- 
stmcted  or  to  be  constructed"  on  the  route  to  Al- 
ton 1  The  power  to  cross  other  roads  is  given  in 
cODBtmctiog  the  main  road  from  Belleville  to  lU- 
inoistown, and  is  said  to  be  implied,  in  regard  to 
the  extension.  But  the  company  can  extend  to 
one  road  and  only  one ;  when  their  road  is  so  ex- 
tendi d,  the  power  to  extend  is  exhausted.  This 
view  is  confirmed  by  an  examioatioD  of  the  char- 

vm. 

4th.  No  private  law,  can  by  the  constitution 
embrace  more  than  one  subject. 

Does  the  charter  in  question  embrace  more  than 
<me  sabject '?  Does  it  authorise  the  construction 
of  another  and  different  road  in  addition  to  the 
road  designated  in  the  title  to  the  act  1  A  railroad 
ft-om  Belleville  to  Ulinoistown  is  one  thing — one 
subject,  to  which  few  persons  would  object  to  have 
embraced  in  a  charter.  While  a  railroad  from  Ul- 
inoistown to  Alton  is  a  different  thing,  a  diff.'rent 
object,  relating  to  a  different  line  of  travel,  and  in- 
ToWinf  and  affecting  diflfcrent  localities  and  iiitcr- 
ssts.  In  eoms  respects  ftnd  fbr  soms  purposee  thejr 
"veold  b«  aaitsd.  Bat  for  most  ot^Jeotsof  bualssM, 


trade  and  travel,  they  would  be  indeptiid-,  iit  and 
!Hopu;»t(;  roads,  as  much  so  as  this  ro.td  and  the 
Ohio  and  Mi.":si-<sippi  road.  The  extended  part  of 
this  r.iiiroad.  o  initciiii?  wit^i  t.he  Chicago  railroad 
at  Altun,  wonlil  b<!  ilif  principal  road,  while  the 
road  ooviTcd  by  the  title  of  the  law,  and  provided 
for  with  such  elaborate  detail,  would  be  a  mere  in- 
cident to  the  other.  The  road,  when  so  constructed 
could  no  longer  be  embraced  under  a  less  title  than 
the  Belleville,  Ulinoistown  and  Alton  railroad. 

In  the  next  place  is  this  charter  a  private  or  lo- 
cal law  ■?  Railroad  charXers  are  private  laws.  They 
are  contracts  between  the  government  and  thi 
compan},  which  cannot  ordinarily  by  affected  by 
legislative  interference.  Their  uses  may  in  a  cer- 
tain sense  be  called  public,  but  the  corporation.** 
are  private  equally  a-s  if  the  franchise  were  vested 
in  a  single  person.  2  Kent's  Com.  272,  275;  1 
Black.  Com.  86  n.  21 ;  Angel  and  Ames  on  Cor. 
28 — .Tlie  provision  in  the  last  section  of  the  char- 
ter, that  it  should  be  "  taken  and  received  as  ;i 
public  law  in  all  courts  and  places,"  only  dispen- 
ses with  pleading  and  proving  the  charter,  that 
would  be  otherwise  required,  by  the  common  law. 
I  Greenl.  Ev.  Sec.  481.  This  does  not  make  t,he 
charter  a  public  law  lor  any  other  purpose.  Unles^ 
the  law  be  regarded  as  private  the  legislature  may 
hereafter  minlify  or  rop^-al  it..  Kichland  Co.  \s. 
Lawrence  Co.  12  111.  R.  8.  The  constitution  can- 
not be  evaded,  nor  the  rights  of  corporations  des- 
troyed by  the  declaration  in  an  act  that  it  shall 
be  taken  as  public  law. 

It  is  also  a  local  law.  Its  title,  its  extent,  the 
county  where  it  operates  and  its  details  are  local ; 
and  in  no  sense  can  it  be  called  a  general  law. 

The  supreme  court  of  Georgia,  under  a  soiue- 
what  similar  constitutional  provi.^iou,  have  held 
that  so  much  of  an  act  as  is  fonign  to  its  title,  i.- 
void.  Brothro  &  Kendall  vs.  Orr  and  others,  12 
Georgia  R.  ^6,  (Reported  at  length  in  the  Ameri- 
can Law  Register  for  August,  li*53.)  A  part  ol 
au  act  of  tliti  legislature  may  be  rejected  a.s  uncon- 
stitutional aud  the  residue  held  valid.  Edwards 
vs.  Pope  o  Seam.  R.  470;  People  &c.  vs.  the  Au- 
ditor, 12  111.  R.  807.  If,  therefore,  the  17th  sec- 
tion of  this  charter  auihori -.es  the  construction  of 
a  railroad  from  lUiuoistown  to  Alton,  then  that 
|)ower  is  unconstitutional  and  void  in  consequence 
of  not  being  embraced  in  the  title  of  the  act  pass- 
ed. 

If,  however,  the  section  admits  of  two  interpre- 
tationM,  one  of  which  brings  it  within,  and  the 
other  presses  it  beyond  the  eonstitution,  it  is  the 
duty  of  the  court  lo  adopt  the  former  construc- 
tion, because  a  presumptiotj  ought  never  to  be  in- 
dulged that  members  of  liie  legislature  meant  to 
usurp  any  unconstitutional  authority,  uoK  ss  that 
conclusion  is  forced  upon  the  court  by  language 
altogether  unambiguous.  United  States  vs.  Coombti 
12  Peter's  R.  76.  Should  the  termini  of  this 
road  be  extended  to  and  united  with  the  termini 
of  the  other  important  lines  that  converge  at  Illin- 
istown,  it  could  still  be  called  the  Belleville  and 
Ulinoistown  railroad  j  and  the  17th  section  will 
have  a  force  and  effect  of  real  practical  utility  to 
this  corporation.  Any  oth^>r  construction  is  con 
trary  to  the  title  of  the  act  and  the  sco]>e  of  its 
provisions;  against  the  well  settled  rules  of  con. 
stniing  such  charters,  and  at  war  with  the  consti- 
tution of  the  State. 

Zbtts  Judge  Underwood,  in  efliMt  deddei,  th*t 


if  the  extension  clause  be  constitutional,  it  is  only 
so  in  view  of  the  prior  completion  of  the  main 
road. 

THE    RIGHTS    OF   LUNATICS    UPON    RAILROADS. 

The  14th  volume  of  Barbour's  Reports  of  the  Su- 
preme Court  of  our  State,  contains  the  decision  of 
the  case  of  WdlelW  vs  the  BuffaU  avd  Rocheiter 
railroad  companf.  in  which  the  plaintiff  had  been 
nousnited  by  the  circuit  court,  and  now  moved 
the  court  to  set  aside  the  nonsuit,  and  grant  a 
new  trial. 

The  action  was  brought  by  the  father  and  ad- 
ministrator of  his  deceased  lunatic  son.  He  was 
journeying  under  his  father's  care  from  Utica  to 
Buffalo,  but  at  an  intermediate  point  the  father 
left  the  train  to  procure  refreshments,  and  in  con- 
sequence of  his  delay,  the  train  proceeded  without 
him.  the  lunatic  son  remaining  therein,  the  con- 
ductor inquired  for  his  ticket.  He  offered  a  hotel- 
card  but  had  no  other,  and  was  upon  the  stopping 
of  the  train,  .ejected  from  the  car,  and  in  a  few 
hours  killed  on  the  roatl,  by  a  locomotive  of  the 
defendant?.  The  father  jiurchased  two  through 
tickets  at  Utica. 

The  court  refused  to  set  aside  the  nonsuit,  or 
grant  a  new  trial  in  this  case,  and,  upon  the  evi- 
dence, we  think  justly.  When  the  father  bought 
a  ticket  for  his  lunatic  son,  he  impliedly  promised 
to  take  due  care  of  him.  ,^ 

The  following  were  substantially  the  considera- 
tions upon  which  the  decision  was  founded. 

If  the  deceased  were  sane  he  could  not,  if  living, 
have  sustained  an  action  in  a  case  of  this  nature. 
He  would  have  been  chargeable  with  negligence, 
and  with  having  contiibuted  to  his  own  injury, 
aud  any  negligence  of  the  conductor  would  not 
have  altered  the  case.  If  the  deceased  was  sane, 
IM  was  unlawfully  on  the  road. 

But  deceased  was  not  sane.  And  if  the  conduc- 
tor, knowing  this,  had  ejected  the  lunatic  from 
the  car,  the  company  is  liable  for  any  accident 
which  befel  him.  There  is  uo  evidence,  however, 
ihat  anything  like  notice  of  the  insanity  of  deceas- 
ed was  given  to  the  conductor. 

It  has  been  contended  tliat  the  conductor  wa.*; 
authorized  by  hiw  to  eject  a  passenger  from  the 
car  only  when  he  has  refused  to  pay  his  fare,  and 
that  the  fare  of  the  deceased  having  been  fully 
paid,  he  was  entitled  to  remain.  But  the  con- 
ductor bad  no  knowledge  of  the  fact  that  the  fare 
had  been  paid.  When  a  passenger  is  call  d  on  to 
.>how  his  ticket,  he  has  a  duty  to  perform.  He 
has  no  right,  in  such  a  case,  to  sit  in  silence  and 
motionless.  The  lares  are  usually  paid  by  the 
p.i88enger8  before  coming  into  the  cars,  and  seated 
as  they  are,  promiscuously,  it  is  impossible  for  the 
conductor  alw;tys  to  recognize  those  who  may 
have  paid  to  him.  A  railroad  company  may  es- 
tablish reasonable  rules  for  the  conduct  of  their 
business,  and  these  rules  may  be  deemed  an  ele- 
ment in  the  contract  between  them  and  the  pas- 
sengers, and  the  violation  of  these  rules  may  be 
regarded  a  vioiatioa  of  the  contract.  So  &a  Inn- 
keeper, may  insist  upon  common  decorum  from 
his  guests,  and  may  turn  them  out  of  his  house 
if  too  noisy.  Sfury  on  Bailments  <j476.  In  the 
ease  of  the  CuminintweaUh  vi  Powers,  7  M.l.  601, 
A  conductor  w.is  justified  in  ejecting  fVom  a  car  a 
very  troublesome  individual,  who  had  been  ac- 
oostomed  to  importone  paBsengers,  and  who  had 
been  dulj  fbrbiddeo  to  |o  into  the  eers,    Tet  is 
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thU  case  the  passenger  ejected  had  bonght  a  pas- 
sage ticket.  But  the  conductor,  not  having  been 
notified  of  the  fact,  was  exonerated  fcom  blame. 

When  lunatics  or  children  travel  upon  railroads 
thej  should  be  placed  in  charge  of  some  one  able 
to  protect  them.  And  if  their  guardians  are 
negligent  in  discharging  such  duty,  they  who  have 
been  entrusted  to  their  care  must  snfffer  the  con- 
•eqnences. 

Motion  denied. 


For  th«  Railroad  Jonmal. 
BreaklBgr  erovnd  on  tb«  Black  RlTer  and 
Utiea  RailroAd,  In  tbe  Countjr  of  I<e«rls« 

The  Black  River  and  Utica  Railroad  Company 
have  this  day  commenced  the  construction  of  their 
road  in  Lewis  County,  by  breaking  ground  near 
this  viKage.  The  day  has  been  auspicious,  having 
been  one  of  the  beautiful  of  the  "Autumnal  Indian 
Summer,"  and  the  ceremonies  have  passed  off 
with  a  great  degree  of  satisfaction  and  pleasure, 
not  only  to  the  officers  of  the  company,  but  to  the 
citizens  of  the  county  who  were  out  in  large  num- 
bers, and  also  a  good  delegation  from  the  adjoin- 
ing counties  of  Oneida  and  Jefferson,  notwith- 
standing only  two  days  notice  of  the  meeting  was 
given. 

This  is  truly  the  dawn  of  a  new  era  in  the  histo- 
ry of  this  beautiful  and  flourishing  county,  for  its 
citizens  have  been  anxiously  looking  for  and  ex- 
pecting the  completion  of  the  Black  River  canal 
for  the  last  twenty  ye.  rs,  which  was  actnally  com- 
menced seventeen  years  ago,  and  is  now  only 
completed  some  three  or  four  miles  into  tbe  south- 
ern borders  of  the  county,  and  with  the  prospects 
of  a  railroad  being  bu/lt  through  their  county, 
even  before  the  canal  is  finished,  a  new  impetus  is 
given  to  the  business  prospects  of  its  inhabitants, 
and  they  begin  to  realize  that  they  are  soon  to  be 
connected  with  other  portions  of  the  State  and 
nation,  by  a  new  link  in  that  iron  chain  which 
binds  so  closely  together  distant  States  and 
cities. 

The  Black  River  and  Utica  Railroad  Company, 
was  organi/ied  in  the  month  of  January  last,  to 
construct  a  railroad  from  the  city  of  Utica  to  the 
village  of  Clayton,  on  the  river  St.  Lawrence,  pass- 
ing through  the  counties  of  Oneida,  Lewis,  and 
Jefferson,  a  distance  of  108  miles. 

An  efficient  Board  of  Directors  was  appointed 
who  selected  the  Hon.  T.  S.  Faxton,  of  Utica,  for 
President  and  the  Hon.  £.  G.  Merrick,  of  Clayton, 
for  Vice  President,  The  surveys  of  the  road  were 
immediately  commencad  under  the  direction  of 
Daniel  C.  Jeune,  as  chief  engineer,  and  was  prose- 
cuted with  due  diligence  until  the  11th  of  August 
when  the  whole  road  was  put  under  contract,  in- 
cluding the  grading,  bridging,  masonry,  Airnish- 
ing  the  ties,  and  laying  the  superstructure,  to 
Messrs.  J.  S.  T.  Strauahan,  Samuel  Farwell, 
Charles  O.  Case,  James  O.  Lund  and  Josiah  W. 
Baker,  one  of  the  most  able  and  experienced  firms 
of  contractors  in  the  United  States,  and  to  show 
their  confidence  in  the  value  of  the  stock,  they 
subscribed  for  said  Ptock  to  the  amount  of  two 
hundred  and  eighty  thousand  dollars  (280,000) 
and  take  one  fourth  of  th«  payments  on  their  con- 
tract in  the  bonds  of  the  railroad  company. 

Work  was  comnibiiced  on  the  first  16  miles  of 
the  road  out  of  Utica  about  the  Ist  of  September, 
And  the  amount  of  work  dona  In  that  month,  »o- 
oordlog  to   the  •BglD«tr'i  ntluate,  wm  ftbmtj 


810,000.  There  are  now  about  600  men  at  work 
on  this  part  ef  tbe  road,  and  it  is  to  be  completed 
to  a  point  near  Trenton  Falls,  by  the  Ist  of  June 
next.  The  balance  of  work  in  Oneida  county, 
(.about  twenty  miles,)  will  all  be  commenced 
during  this  month  and  drove  on  rapidly  to  com- 
pletion. A  large  force  of  men  is  to  be  put  on 
about  4i  miles  of  the  road  from  this  place  south, 
and  kept  on  during  the  winter,  as  it  embraces  the 
heaviest  wo-k  in  this  county.  The  whole  line  ol 
road  will  be  commenced  early  in  the  spring,  and 
the  road  is  to  be  completed  so  as  to  be  brought 
into  successful  operation  by  the  1st  day  of  July 
1866.  i        V 

The  sub-contracts  are  made  for  the  delivery 
of  the  ties  on  the  whole  road  during  the  coming 
winter. 

Contracts  have  been  made  for  the  delivery  of 
the  iron  on  the  opening  of  navigation  next  year, 
for  the  first  sixteen  miles,  and  also  for  the  engines, 
passenger,  baggage,  freight,  and  gravel  can  for 
the  same,  to  be  delivered  prior  to  June  1st  1»64 

A  branch  line  is  now  being  surveyed  from  Phil- 
adelphia in  Jeflferson  county,  passing  near  the 
Rossie  and  McComb  lead  mines,  near  the  village 
of  Ros.sie,  and  thence  to  Ogdensburgh,  connecting 
with  the  river  St.  Lawrence  near  the  extensive 
depot  of  the  Northern  Railroad.  This  branch  will 
be  about  42  miles,  and  the  distance  from  Utica  to 
Ogdensburgh  will  be  128  miles,  which  makes  a 
shorter  route  between  those  two  places  by  some 
10  miles  than  any  other  projected  road.  The 
termination  of  the  Prescott  and  Bytown  railroad 
in  Canada,  which  nms  into  the  celebrated  Otiawa 
region,  is  directly  opposite  tbe  connection  of  this 
branch  with  the  St.  Lawrence,  and  the  Grand 
Trunk  railroad  through  Canada  will  pass  through 
Prescott  on  the  opposite  side  of  the  St.  Lawrence, 
BO  that  this  road  will  connect  with  two  important 
Canada  roads,  as  well  as  with  the  Northern  rail- 
road of  this  State.  A  connection  will  also  be 
made  with  the  Grand  Trunk  road  at  Kingston, 
from  the  terminus  at  Clayton,  so  that  travel  from 
the  East  or  West  on  the  Grand  Trimk  road  can 
take  this  route  from  either  terminus. 

The  Potsdam  and  Watertown  railroad,  now 
being  built,  crosses  this  road  at  Philadelphia  18 
miles  East  of  Watertown,  which  will  make  a  valu- 
able addition  to  the  business  of  this  road,  as  the 
R.  and  W.  road  runs  through  some  of  the  most 
flourishing  portions  of  St.  Lawrence  county,  and 
the  distance  saved  bf  takin^;  the  R.  W.  and  U. 
W.  road  at  Philadelphia  will  be  from  18  to  20 
miles  in  travelling  to  our  great  commercial 
cities. 

This  road  with  if?  branch  will  pass  through  17 
villages,  and  in  close  proximity  with  33  other 
villages,  which  will  be  tributaries  to  tbe  business 
of  the  road.  It  passes  through  25  towns  located 
in  4  different  counties,  which  are  generally  well  set- 
tled and  improved  by  an  industrious  and  intelli- 
gent class  of  inhabitants. 

It  opens  a  direct  communication  to  some  of  the 
most  important  rivers  in  Northern  New  York,  and 
those  which  afford  the  greatest  facilities  for  water 
power  for  any  purpose,  or  perhaps,  any  portion  of 
the  Empire  State. 

In  connection  with  this  road,  another  railroad  is 

eiy  soon  to  be  built  from  Utica  south  to  Bing- 

hrtmptOD,  and  tblt  connect**  with  the  New  York 

ftsd  Iris  railroad,  aad  b»  other  roads  with  tbe 


coal  fields  of  Pennsylvania.  It  will  make  a  direct 
route  south  to  Philadelphia,  Baltimore  and  Waab- 
ington,  and  the  State  of  New  York  will  bare  a 
Central  North  and  South  as  well  as  a  Central  East 
and  West  railroad. 

I  do  not  know  of  a  railroad  in  contemplation  in 
the  State  of  New  York,  which  will  have  superior 
advantages  in  its  railroad,  lake  and  river  connect- 
ions over  this  road,  and  its  prospects  for  a  large 
amount  of  business,  when  brought  into  successful 
operation,  are  certainly  of  a  most  flattering  char- 
acter. All  vcs.sels  which  navigate  the  bay  of 
Quinte  or  the  Rideau  canal  in  Canada,  can  come 
ilirectly  to  its  wharves,  at  the  beautiful  harbor  of 
Clayton,  with  perfect  safety  daring  the  most 
severe  storms  which  occur  on  the  lakes  or  river, 
in  the  season  of  navigation,  and  the  road  most 
inevitably  draw  a  large  amcunt  of  business  from 
these  sources,  as  well  as  the  business  from  the 
Great  West  through  the  lakes. 

To  parties  of  pleasure  it  holds  out  great  induce- 
ments as  it  passes  very  near  (within  ';,  of  a  mile) 
of  the  celebrated  Trenton  Falls,  which  are  Tisit«d 
by  thousands  of  people  annually.  After  leaving 
Trenton  Falls  the  traveller  pas.ses  through  a  sec- 
tion of  country  of  l)eautifu]  and  picturesque  scene- 
ry, and  is  landed  by  oiit^  t«irmination  in  the  midst 
of  the  "thousand  isl.inds,"  and  by  the  other  ter- 
mination near  the  commencement  of  the  rapids  of 
the  river  St.  Lawrence,  and  at  either,  is  placed 
upon  a  great  thoroughfare  by  steamboat,  to  the 
Falls  of  Niagara,  or  any  other  place  on  the  lakes 
West,  and  to  Montreal  or  Quebec  or  any  other 
point  on  the  St.  Lawrence  East.  J. 

LotPviUc,   Levis   County,  S.  Y.  i 
October  17th,  1863.      \ 


Inside  and  Outalde  Connected  Englnea. 

The  inside  connection  was  resorted  to  in  the 
early  days  of  locomotive  building  as  a  remedy 
against  the  oscillations  caused  by  the  use  of  in- 
clined outside  cylinders  and  unbalanced  drivers. 
The  early  engines  were  built  also  with  a  much 
less  length  of  "wheel-base,  '  or  distance  between 
centers  of  extreme  wheels,  than  now,  whereby  my 
sinuous  motion  whs  manifested  to  a  greater  extent 
than  when  divided  upon  a  lotiger  bearing.  By  ap- 
[)lyiog  the  power  nearer  the  center  of  the  axle, 
sinuous  motion  was  reduced,  but  the  horizontal 
and  vertical  motions,  due  to  the  action  of  the  un 
balanced  forces  of  the  piston  and  connections,  re- 
mained in  their  full  extent  After  a  limc  counter- 
weights were  suggested  and  it  was  soon  found  that 
they  would  operate  heneticiaily  upon  all  engines. 
By  their  aid  the  outside  connection  has  become 
as  steady  as  any  other.  Now  thai  the  sole  merits 
of  tbe  inside  connection  is  fully  realised  in  its  ri- 
val, there  are  are  no  longer  any  reasons  for  its 
continuance.  It  must  be  admitted  to  involve  very 
serious  defects  which  are  not  found  in  tbe  other 
arrangement. 

First,  is  the  crank,  which  involves  a  great 
weight,  a  large  expense,  much  friction,  and  con- 
siderable dangwr,  besides  requiring  a  very  large 
space  in  which  to  work.  A  crank  shaft  for  a  23 
ton  engine,  weighs  1600  pounds  in  the  rough,  and 
costs,  in  that  state,  from  fifteen  to  eighteen  cents 
per  pound,  besides  occupying  a  lathe  from  six  to 
seven  days  in  finishing.  When  finished,  it  will 
weigh  six  hundred  pounds  more  than  a  straight 
axle  of  equal  Btrengtb,  which  ezuu  is  itatlf  tqiu! 
to  lbs  «e]f  bt  ef  tb«  •tr«lf  bt  fb«ft.    ThM  la,  it  la 
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twfcc*  as  hcHvy  as  is  uccesbiiry.  The  crank  wrisi^ 
are  twice  the  diametur  of  the  crank  pin  of  the  out- 
side connection,  and  as  in  the  cai*o  of  so  large 
bearings,  with  the  short  leverage  of  a  nine  or  ton 
inch  crank,  the  power  is  not  exerted  wholly  to- 
■wards  the  center  of  the  crauU  wrist,  but  is  exerted 
on  a  large  surface,  it  la  apparent  that  much  of  it 
is  absorbed  in  friction.  An  extreme  illustration 
of  this  loss  may  be  madb  evident  by  a  trial  to  tarn 
fto  eccentric  by  power  applied  through  the  rod. 
The  liability  ot  failure  of  the  crank  is  also  great, 
there  being  very  few  roads  having  an  equipment 
of  inside  connected  engines,  but  what  have  a  num 
ber  of  cranks  broken  yearly.  During  the  year 
1862,  we  remember  that  out  of  fourteen  crank  en- 
gines in  use  on  the  Boston  and  Providence  road, 
there  were  eleven  cases  of  broken  cranks.  The 
renewal  of  a  crank  costs  a  large  sum,  besides  the 
cost  of  the  crank  itself,  and  the  expenses  of  fin- 
ishing it,  as  it  requires  a  considerable  detention 
of  the  engine,  and  the  labor  of  drawing  off  and  on 
the  wheels,  re-setting  valves,  etc.  Cases  of  fail- 
ure of  crank  are  very  fre(iuent  on  other  roads,  and 
serve  to  swell  largely  the  cost  of  engine  r«'pj«ii>. 
All  the  objections  which  we  have  enninerate<i 
against  tlio  crank,  are  eudurt^d  on  the  majority  of 
Now  England  roads. 

The  space  required  for  the  crank  is  a  very  se- 
rious objection  to  it.  It  oiicupies  a  gieat  deal  of 
room  laterally,  vertically  and  horizontally.  Lat- 
erally the  two  cranks,  oocnny  from  29  to  30  inch- 
es of  the  length  of  the  ash  between  the  boxes, 
which  distance  does  not  exceed  forty  to  forty-one 
inches,  leaving  but  a  short  space  in  which  to 
crowd  the  valve  motion,  and  the  demands  for  this 
purjjose  have  always  been  a  favorite  j>oint  in 
the  arguraenis  for  a  broad  gange,  when  in  realitj- 
it  was  the  unnecessary  arrangement  adopted  for 
the  locomotive,  and  not  the  incapacity  of  the 
gauge  that  causes  the  difficulty.  Vertically,  the 
sfiace  demanded  for  the  crank  is  a  great  objec- 
tion, as  the  center  of  the  boiler  must  be  a.s  high 
from  the  rails  for  a  five  feet  wheel,  inside  connect- 
ed engine,  as  for  a  six  feet  6  inch  wheel,  outside 
connection.  The  crank  limits,  by  ft-om  18  inches 
to  2  feet,  the  diameter  of  the  driving  wheel;  and 
in  any  case,  upon  a  road  having  low  bridges  and 
station  doors,  limits  the  proper  height  of  the  chim- 
ney by  f.-om  nine  inches  to  one  foot.  The  cylin- 
ders are  placed  at  a  distance  of  24  inches  between 
oeaters,  in  the  usual  plan  of  inside  eonneetion, 
whereby  the  curve  of  the  under  side  of  the  boiler 
savos  but  four  inches  for  the  clearance  of  the 
crank,  over  what  would  be  had  by  placing  It  di- 
rectly under  the  center  of  the  boiler.  A  ten  inch 
crank  with  seven  inch  journals,  and  with  the  strap 
and  key  of  the  connecting  rod.  and  the  vertical  al- 
lowance for  the  motion  of  the  spr.ngs,  will  require 
•  distiuce,  therefore,  between  the  center  of  the 
axle  and  the  under  side  of  the  boiler,  of.at  least 
fourteen  inches.  But  the  crank  does  not  alone 
limit  this  height ;  the  link  motion,  which  all  build- 
ers are  adopting,  requires  on  an  inside  connection, 
a  still  greater  height,  so  that  sixteen  inches  to  17 
inches  from  the  center  of  the  driving  axle  to  the 
under  bide  of  the  boiler,  is  quite  a  common  allow- 
ance of  height.  This  is  from  ten  to  twelve  inches 
more  than  the  outside  oonnection  requires.  Hori- 
rontiilly  the  crank  limits  the  length  of  the  furnace, 
•vblch  is  especially  iiyurious  In  cases  where  a  pow. 
9Ttal  ra^ne  Is  wftnt«d  on  a  short  wbMl  base   M** 


ny  of  iho  euKiLios  built  at  the  present  d.iy  fur  west- 
em  roads  au  I  destined  to  use  green  woo^,  have 
fu;ii;u;e>i  ul  from  four  to  five  feet  outside  length, 
the  Latter  oi  wliicli,  with  au  inside  connection 
wonld  rcquJM'  a  dixlance  of  nearly  7  feet  between 
centers  of  drivers. 

The  crank  engine  also  involves  other  objections. 
The  ofl'sett  frame  rci{uired  by  it  is  not  as  strong, 
as  simple  aiid  as  cheap  as  the  straight  iVame.  The 
valve  motion  for  an  inside  connection  must  always 
be  crowded,  laterally  and  vertically.  The  rocker 
arms  must  be  short,  and  offsett  valve  rods  must 
be  made.  In  cases  of  low-wheeled  engines  the 
cylinders  occupy  the  room  which  should  be  devo- 
ted to  the  truck,  and  with  a  center  bearing  truck, 
there  is  not  near  room  enough  to  get  a  proper 
depth  and  strength  of  truck  frame,  and  at  the  same 
time  toallowof  a  truck  wheel  of  propersize.  Again, 
the  moilern  practice  ol  builders  of  outside  connec- 
tions is  to  §ive  from  22  to  26  inche.s  stroke  of  pis- 
ton for  freight  and  passenger  engines.  This  is  gen- 
erally approved  of  by  railroad  engineers  and  man- 
agers as  making,  with  the  larger  wheel  it  allows,  a 
steadier  engine,  and  as  reducing  the  wear  of  the 
luachincry.  But  to  increase  the  length  of  the  in- 
side crank  from  9  or  10  inches,  up  to  12  or  13. 
would  increase  all  the  evil.s  we  have  named,  as 
it  would  require  a  heavier  crank  shaft  and  greater 
vxperiso  and  tViction,  and  at  just  as  much  danger 
of  breakage,  be.-ides  <>ccui»ying  more  room,  later;il- 
ly,  vertically,  and  horizontally. 

As  an  application  of  our  strictures  upon  this 
class  of  engines,  we  will  notice  the  motive  power 
of  many  of  the  New  E;igland  roads,  and  especially 
of  those  running  directly  out  of  Boston,  which  as- 
sume to  be  cqnijjped  in  first  class  style,  and  yet 
uj)on  no  one  of  which  is  there  a  modern  and  first 
clarts  example  of  an  outside  connected  passenger 
engine.  Many  of  these  roads  have  as  good  engines 
as  can  be  ix|«ected  in  the  use  of  crank  engines, 
being  of  good  projMjrtions  and  workmanship.  We 
instanced  in  a  previous  number  the  motive  power 
of  the  Boston  and  Providence  road,  which  for  goo<l 
construction  and  pro[)ortions  will  compare  well 
with  any  in  i\Ia.ss»chusetts.  The  necessity  for 
steady  engines  running  at  high  speeds  is  as  great 
on  these,  we  presume,  as  on  anv  road,  while  the 
character  of  their  track  is  already  favorable  for 
these  ends.  And  yet  the  speed  upon  the  N.  York 
Central  and  Hud^'on  River  roads,  of  the  same 
gauge,  and  on  the  Lake  Shore,  New  Jersey  and 
Cleveland,  Columbus  and  Cincinnati  roads  of  four 
feet  ten  inches  gauge,  is  greater  than  upon  any  of 
these  roads.  The  size  of  driving  wheels  on  all 
engines  on  these  roads  is  limited  also  to  but  five 
and  a  half  f-et,  while  the  greater  part  of  the  pas- 
senger business  is  done  by  engines  having  but  6 
feet  wheels.  The  Boston  and  Lowell  road,  built, 
and  of  the  assumed  character  of  a  first  class  work, 
having  no  grade  of  over  10  feet  per  mile,  except 
fbr  a  short  distance  near  the  Lowell  station,  and  no 
bad  curves,  has  but  two  engines,  out  of  an  equip- 
ment of  22,  having  drivers  as  larire  ^  five  and  a 
half  feet.  One  of  these  has  been  rebuilt  from  an 
engine  originally  made  by  the  Lowell  Machine 
Shop,  and  from  our  own  observation  vre  can  pro- 
nounce it  more  UD«ttady  than  the  majority  of  out 
side  connected  engines  on  New  York  roads.  Other 
crank  engines,  upon  which  we  have  rode  on  this 
line,  are  subject  to  very  severe  foie-and-afl  oscil- 
lations and  the  motive  power  generally  upon  this 
road  is  of  an  inferior  class      Tbo  bridges  on  this 


liue  are  very  low,  not  much,  if  any,  above  thirteen 
feet  from  the  rails,  and  the  consequence  is  that  on- 
ly a  very  low  chimney  can  be  obtained,  as  the 
boilers  set  very  high.  The  same  disadvantage  of 
low  chimneys  is  also  experienced  by  most  of  the 
other  roads  in  the  vicinity,  most  of  the  roads  run- 
ning out  of  Boston  having  bridges  of  less  than  18)^ 
feet  from  the  rails,  while  the  engines  are  inside 
connected,  and  have  very  high  boilers. 

The  motive  power  of  these  roads  is  "behind  the 
times"  in  character  and  capacity,  and  the  reason 
for  it  is  that  these  lines  have  never  been  influenced 
by  that  competition  which  must  be  the  source  of 
improvement  in  railway  machinery.  The  motive 
[)Ower  of  New  England  roads  has  been  fixed  by 
the  builders,  and  these  have  been  in  no  ways  has- 
ty to  adopt  or  encourage  improvements.  While 
the  builders  have  sent  work  to  distant  markets,  in 
which  they  have  been  compelled  to  compete  with 
more  stirring  manufacturers,  they  have  made  ef- 
forts for  improvement,  but  these  have  usually  ta- 
ken the  shape  of  copies,  and  these  not  always 
faithfully  rendered.  When  the  New  York  and 
Boston  railroad  shall  be  opened  for  travel,  and 
stocked,  iis  it  will  be,  with  motive  power  in  every 
respect  first  class,  these  builders  will  adopt  stinie 
essential  changes  in  their  patterns  The  outside 
connected  engines  by  the  Amoskeac  f'ompany,  of 
Manchester,  and  by  Messrs.  Wra.  Mason  (m  Co.,  of 
Taunton,  are  nearest  to  the  standard  to  whicn 
these  changes  must  conform. 

In  making  these  remarks  it  is  nece.ssary  to  de- 
fend the  outside  coniiection  from  st^me  charges 
which  are  made  by  those  who  call  the  Boston 
stylo  of  outside  connection  a  fair  sample  of  th.it 
arrangement.  The  cylinder  attachment  alforded 
by  the  outside  coimection  has  been  pronounced 
by  New  England  builders  as  less  strong  than  that 
obtained  by  the  inside  connection.  With  the  at- 
tachment of  cylinder  usually  adopted  by  such  of 
those  builders  as  have  made  outside  connections, 
we  not  only  admit  tuia  as  true,  but  emphatically 
endorse  it.  They  have  secured  the  cylinders,  by 
a  light  tiange  oi;  each,  to  the  inside  frame,  and 
oavo  bolted  to  a  light  rail  placed  on  edge  on  the 
outside.  These  always  work  loose  after  use,  aud 
especially  where  put  to  a  hard  strain.  We  have 
seen  plenty  of  illustrations  of  this  efl'ect.  Now  we 
will  venture  to  affirm  that  the  cyhnder  attachment 
of  the  Paterson  engines  is  more  secure  than  that 
of  any  inside  connected  engines  ever  built  in  Bos- 
ton. The  smoke  box  is  made  of  sheets  ^  inch 
thick,  with  a  bar  of  two  inch  square  iron  riveted 
around  the  forward  edge,  on  the  inside ;  the  sheets 
are  of  double  thickness,  or  ^  inch,  where  the  cyl- 
inder is  bolted  on,  the  flange  of  the  cylinder  rests 
upon  the  frame,  while  another  wide  fiange  reach- 
es high  up  on  the  side  of  the  smoke  box,  afTording 
all  the  permanence  of  attachment  tbat'can  be  ob- 
tained by  any  plan.  The  cylinder  attachment  of 
the  engines  by  the  New  Jers  y  Locomotive  Works, 
which  is  made  to  a  round  smoke  box  of  double 
thickness  at  the  bottom,  affords  another  instance 
of  great  strength  of  connection.  There  are  other 
engines  having  cylinder  attachmeuls  different  from 
these,  but  atTordiug  at  the  same  timo  all  the  aeou- 
rity  which  can  be  required 

The  steadiness  of  the  outside  connection  has 
been  we'l  demonstrated,  and  those  who  like  to  be 
convinced  by  practical  illustration  can  be  accom- 
modated by  testing  the  motion  of  the  engines  oc 
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tbt:  liuuieruub  romls   Wti  liavu  citt-d  an  iu>iug   tuia 
connection. 

Tho  objection  to  the  rjidiatioD  of  heat  by  the 
exposed  position  of  the  outside  cylinder,  is  one 
which  can  well  be  thrown  onto  the  Boston  built 
eng;lnes  in  its  full  force,  aa  none  of  these  have  any 
adequate  protection  for  their  cylinders  and  chests, 
while  the  Paterson  engines,  and  the  fine  new  out- 
side connections  built  by  Mason  &  Co.,  at  Taun- 
ton, have  ample  protections  of  this  kind,  while  the 
result  of  their  use  shows  that  no  loss  of  power  can 
be  detected  in  their  perfoiinance. 

As  a  conclusion  to  this  subject  we  will  give  a 
list  of  the  locomotive  shops  in  the  country,  with 
the  connection  which  they  have  generally  adopt- 
ed. 

Portland  Locomotive  Works,  Portland,  Me.  Insidf. 
Amoskeag  do        do        Manchester, 

N.  H lioth. 

Lowell  Machine  Shop,  Lowell,  Mass Inside. 

Essex  Co.,  Lawrence,  "    Both. 

Boston  Locomotive  Works,  Boston  Mass.,. .  lasidt 

for  passenger  engines,  for  freight OtUside. 

Seth  Wilmaith,  Boston,  Mass Both. 

John  Souther  &  Co.  "  "      Inside. 

Wm.  Mason  &  Co.,  Taunton,         "     Outside. 

Taunton  Locomotive  Co.  "     Inside. 

Rogers,  Ketchumand  Grosvenor, Paterson, 

N.      J OiUside. 

New  Jersey  Locomotive  Works,  Paterson, 

N.J " 

Danforth,  Cooke  &  Co.,  Paterson,  N.  J. . . 
William  Swinburne,  "  "   ....       " 

New  Casitle  Manufacturing  Company  New 

Castle,  Del " 

Richard  Nori  is  and  Son,  Pbilad.,  Pa " 

M.  W.  Baldwin.  '■  "    " 

Ross  Winans,  Baltimore,  Md ...,'. " 

Murray  and  Hazlehui  st,  Bait.,  Md " 

A.  W.  Denmead  and  Sou      "      "   " 

Smith  &  Perkins,  Alexandria  Va " 

J.  R.  Anderson,  Richmond        " " 

Wm.  Etlenger  &  Co.     "  ■' " 

Schenectady  Locomotive  Works,  Schenec- 

Cuyahoga  Furnace  Company,  Cleveland, 

Ohio '• 

Niles  and  Company,  Cincinnati,  Ohio " 

Moore,  Richardson  &,  Co.  Cio.  Ohio " 

H.  &  F.  Blandy,  Zanesville,        "     " 

C.  Cooper  &  Co.,  Mount  Vernon,  Ohio " 

Nashville  Manufacturing  Company.  Nash- 
ville, Tenu '. " 

H.  H.  Scoville  &  Son,  Chicago,  111 

Palm  and  Robertson,  St.  Louis,  Mo 

(no  information  received.) 

Almost  'he  whole  number  of  those  shops  desig- 
nated as  building  the  outside  connected  engine, 
have  adopted  that  arrangement  to  the  exclusion  of 
aoy  other. 


Railrood  Depot  «t  Roehest«r. 

The  New  York  Central  Company  have  just  com- 
pleted a  large  passenger  station  at  Rochester  of 
which  the  Democrat  says:    '        .  v,    *:  ■ ;     r    ,- 

The  new  offlces  on  the  south  side,  on  Mill  street, 
are  the  best,  as  regards  size,  arrangements  and  ac- 
comodations, provided  by  any  railroad  company. 
The  ofiScers  have  convenient  and  accessible  rooms, 
and  in  the  rear  of  the  ticket  office  are  apartments 
for  persons  awaiting  the  arrival  and  departure  of 
cars,  furnished  with  easy  wall  seats,  like  those  in 
vogue  in  the  halls  of  hotels.  Other  necessary  room-s 
and  fixtures  are  provided  also.  The  dimensions 
of  the  depot  are  about  as  follows :  Length  320  feet, 
width  116fl.,  height  of  front  walls  and  roof  60  feet. 
Tho  roof  is  ma'le  in  umbrella  form,  and  is  a  half 
circle,  spiingiug  from  side  walls  86  feet  high.  The 
front  office  is  26  feet  square,  and  the  apartments 
in  the  rear  about  20  by  28  feet. 


The  fifth  annual  report  of  liie  Pi  esident  and  Di- 
rectors, to  the  Stockholders  of  this  Comfany,  has 
been  received  and  is  prcseuled  in  full  htrowiiL 

On  the  18th  day  of  January  last  the  track  oftlie 
Central  Ohio  Railroad  wa.s  extcndeii  to  Columbus; 
since  which  time  our  Train.s  between  that  city  and 
Zanesville  have  been  .un  with  great  regularity ;  not 
a  single  trip  having  been  lost,  altnougli  in  souk 
few  cases  delay  w^as  caused  by  unavoidable  ocr- 
urrences. 

With  the  addition  of  the  covering  of  three  bridges 
— a  small  amount  of  work  on  sections  52  aud  6i) — 
the  filling  up  (Jf  some  trestle  work  which  is  being 
supplanted  by  npasonry — some  ten  tiiousand  dol 
lars  worth  of  maaoury  and  about  twelve  thousand 
yards  of  ballasting,  the  Western  Division  of 
the  Road  will  be  complete.  We  may  then  safely 
place  it  in  the  front  rank  offlrst  class  Roads ;  every 
thing  being  built  in  so  substantial  a  manner  as  to 
admit  of  the  heaviest  Trains  and  the  highest  ral»> 
of  speed  admissible  upon  any  Roail  ecjuomically 
and  safely  managed.  As  evidence  of  this,  our  Ex- 
press Trains  are  now  run,  between  stops,  at  as  high 
sjffed  as  is  made  u|K)n  any  Road  in  tiie  We.'<t 
whilst  we  have  much  pleasure  in  saying  that  out; 
•1  mare  tLia:i  sixty  thousand  pabsvugcis  since  the 
I8th  of  January  last,  not  a  .-ingle  passenger  save 
one — and  he  but  slightly,  and  that  by  his  own  im- 
prudence— has  been  injured  upon  our  Road.  Some 
injuries  to  employees  of  the  Company  which  have 
<K:cuired,  had  no  relation  to  the  structure  of  the 
Road. 

The  cost  of  the  Western  Division  up  U)  present 
time,  as  seen  by  the  Treasurer's  exhibit  is  $1,172, 
516,71^qual  to  §19  873  per  mile. 

The  expenditures  upon  the  Eastern  Division  have 
been  3783,983,71. 

The  exj)enditures  for  Machinery  &.C.,  common 
to  both  Divisions  have  been  &263,276,o0. 

These  ditferent  sums  make  the  aggregate  expen- 
lituiesS2,219,776,90,wliich deducted  from S2,S39,- 
639,24  the  gross  resources  of  the  Company,  show  a 
balance  of  resources  on  hand  available  towards  ths 
completion  of  the  R<>ad  of  jjiG  19,802,31.  In  the 
amount  however,  there  is  the  sum  of  S50,836,23 
debits  on  the  Treasurer's  books,  being  a  balance  of 
unsettled  accounts,  the  larger  portion  of  which 
will  probably  be  absorbed  by  unadjusted  claims 
for  work  done,  materials  furnished,  and  for  right- 
of-way  cases. 

Predicated  upon  the  estimates  of  a  former  Chief 
Engineer  of  our  Road  it  was  assumed  that  the  re- 
sources on  hand  named,  would  have  been  sufficient 
to  complete  both  Divisions ;  but  the  work  between 
Newark  and  Columbus,  although  managed  with  a 
rigorous  economy,  has  proved  to  be  much  more 
expensive  than  was  estimated.  This  has  been 
partly  owing  to  the  peculiar  character  of  tho  coun- 
try traversed  by  the  Road,  and  partly  to  the  ad- 
vance in  the  price  of  labor  and  materials.  But 
nothwithstanding  all  this,  we  believe  it  is  below 
the  average  cost  of  Railroads  in  Ohio.  A  change 
too  in  the  location  of  about  33  miles  of  the  most 
expensive  portion  of  the  Eastern  Division  of  the 
Road,  made  by  Mr.  Medbery,  late  Chief  Engineer, 
under  the  sanction  of  the  Board,  whilst  it  has 
doubtless  made  valuable  improvt-ments  upon  the 
first  location — in  the  saving  of  distance,  aud  the 
relief  of  curvature  and  grades — will  unquestion- 
ably add  to  the  exi>ense  of  its  construction.  To 
this  must  be  added  an  order  of  tho  Board  author- 
izing all  the  tunnels  (of  which  there  will  be  four  or 
five,  ranging  from  80  to  600  feet  in  length)  and  the 
masonry  of  the  bridges  to  bo  enlarged  to  the  re- 
quisitions of  a  double  track,  together  with  the  great 
advance  that  has  taken  place  in  the  price  of  labor 
and  materials,  and  especially  in  the  cost  of  Rail 
and  Machinery.  All  these  things  coming  together 
compel  anealargement  of  our  estimates  of  the  cost 
of  the  Road,  and  indicate  the  necessity  of  an  ad- 
dition to  our  available  means. 

For  this  purpose,  the  Board  whilst  anxious  to 
restrain  stock  issues  to  the  smallest  possible 
amount,  have  felt  the  importance  of  making  a  bet- 
Utr  baaii  for  a  sew  loau  thaa  would  exist  without 


ana  iduiuii  to  the  stock  list.  Ihey  havo  aLCuran.g  y 
authoiized  a  .sale  of  $200  000  ot  additional  stock, 
and  the  issue  of  not  exceed  ini;jr80U,Oi>0  O!  Bonds,* 
whieli  Boml.s  it  is  proposed  to  secure  by  a  luort- 
eajri'  coverii;g  the  whole  line  oftlie  Road  from  Co- 
luiiilius  to  Wheeling.  This  amount  will  Ik'  amply 
sufficient  to  complete  and  fully  equip  the  Hoad  for 
a  laige  traffic 

BI'.s|.\£eiS   0>'   TIIK    FIOAO 

That  it  will  be  nectssary  to  provide  a  large  stock 
of  .Machinery  for  the  trade  oftlie  Road  when  op- 
ened through  to  the  River,  we  have  ample  evidence 
in  the  development  of  the  business  of  Uie  portion 
between  Zanesville  and  Columbus.  An  exliil-it 
of  ii!<  prospective  traffic,  made  by  the  President  in 
1851,  aud  which  at  the  time  was  rated  as  a  very 
sanguine  statement,  estimated  the  travel  of  the 
Western  Division  at  less  than  33,000  per  annum. 
The  actual  number  of  Passengers  u|)on  our  Road, 
since  its  opening  to  Columbu.^  up  to  23d  <)fthe  pre- 
sent laonth,  a  period  of  seven  months  and  five  d«}  s, 
has  been  00,311 — equal  to  102.439  per  annum,  or 
more  than  three  times  as  mych  os  tkr  amount  tsti- 
iiiaUd  in  the  ExhiiU  of  51  .' 

The  gross  receipts  of  the  portion  of  the  Road  lb 
operation  tor  the  first  5  months  and  12  days  <  n- 
din^  lat  July  last,  were ;i»52,788  07 

From  which  deduct  exi>enses 20,750  18 


Leaving  as  nett  receipts 581,977  86 

Aj)propriated  as  follows : 

Paid  interest »10,227  00 

Three  percent    Dividend,    on  stuck 

paid  up 12,718  68 

Surplus 3,0a2  81 


S81,977  89 
Small  a.s  this  amount  is,  as  compared  with  what 
of  course  is  anticipated  for  the  Roail  when  il«  pro- 
per and  most  direct  outlets  to  market  are  reached, 
and  its  full  connections  with  travel  avenues  are 
made,  we  believe  it  is  unexampled  for  a  local  Road, 
such  as  it  is  yet,  in  the  first  stages  of  its  Ofierationa. 
But  satisfactory  as  it  is,  there  is  a  still  more  grati- 
fying feature  in  the  decided  evidences  of  increase 
since  the  1st  of  July.  The  receipt*  from  paMCQ- 
gerw  alone,  for  the  53  days  ending  23d  of  the  pi^e- 
sent  month,  have  been  ?il4,772  86,  whi  st  for  the 
5  months  and  12  days  preceding  it  was  but  S:;r,637 
19 :  showing  a  daily  average  of  S109  18  greater 
than  the  daily  average  of  the  fractional  half  year, 
or  equal  to  60  per  cent,  increase  !  Within  the  same 
53  days,  although  the  dullest-part  of  the  busiuets 
year,  the  freight  receipts  have  increased  tX  the 
rate  of  25  per  cent.' 

THE    COAL  TRADE. 

The  contract  for  the  Bridge  across  the  Muskin- 
gum River  required  its  completion  by  December  of 
last  year.  It  is  yet  unfinished,  although  now  ra- 
pidly tending  to  completion.  The  risk  of  fire,  in 
consequence  of  the  site  of  the  Bridge  being  in  •uch 
close  proximity  to  the  mills  upon  the  canal  aud  il  « 
present  upper  bridge  over  the  Muskingum,  we  de<»- 
ined  too  imminent  to  justify  a  wooden  structure  ; 
and  on  deciding  upon  iron,  neither  the  contractort 
nor  ourselves  appeared  to  be  aware  ol  the  time 
which  would  be  lu«t  in  the  preparation  of  the  plana 
and  patterns  of  a  form  of  bridge  new  to  the  Mi»> 
sissippi  Valley,  Much  annoyance  and  present  losa 
has  resulted  to  the  Company  from  the  delay  in  its 
consti  uction,  but  when  finished,  we  think  it  will 
reflect  credit  upon  the  contractors,  whilst  iu  per- 
manency aud  beauty  will  give  reputation  to  the 
Road. 

The  delay  however,  in  the  completion  of  thfa 

bridge  has  retarded  the  developement  of  the  ooal 

trade  aud  has  probably,  already  lost  to  the  Com- 

I  pany  a  very  handsome  revenue  which  might  have 

;  bo«n  controlled  from  that  source.  But  we  have  satis- 

i  faction  in  knowing  that  the  benefits  to  rekult  from 

*  This  S200,000  of  Stock  has  since  been  aold, 

\  and  the  Board  have  passed  an  order  prohibiting 

\  the  sale  of  any  more  or  the  acceptance  o«  any  ad« 

jditional  Stock  Subscriptions.     Tlu  Slock  Bo»ks 

accordingly,  have  betnforvuUly  clostd  ' 
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tbis  trade  are  soon  to  commence.  We  have  the 
track  already  extended  fVum  Zaiiesville  to  the 
mines — in  its  course  towards  the  Ohio  River — so 
that  no  delay  need  occur  in  the  forwarding  ol'coal 
after  the  completion  of  the  bridge.  Contracts  for 
delivery  at  Cu  umbus  and  Xenia  are  already  being 
made.  At  Columbus,  where  the  coals  from  Musk- 
ingum and  Hocking  are  both  known,  parties  are 
ofleriug  to  contract  tur  Muskingum  coal  at  -0)  cents 
per  ton  above  the  price  of  coals  from  Hocking.  As 
the  distance  from  Columbus  to  tht;  two  setts  of  mi- 
nes would  be  about  the  same,  the  difference  in 
quality  as  thus  indicated,  will  always  give  our  conl 
such  a  decided  advantage,  that  the  Hocking  Valley 
Bail  Road,  if  built,  cannot  be  a  very  formidable 
competitor  with  the  Central  Road  for  this  trade. 
A  recent  personal  examination,  also,  of  the  coal  of 
the  Wabash  valley,  in  Indiana,  has  satisfied  us  that 
we  shall  not  only  have  the  control  of  the  Xenia, 
Springtield,  Urbanna,  Piqua  and  Dayton  markets; 
but,  for  some  purposes,  the  superior  quality  oi 
Muskingum  and  Guernsey  coals,  will  justify  their 
transportation  as  far  west  as  Central  ludiana. 

EASTERN   DIVISION. 

The  exhibit  of  the  Treasurer  shows  that,  in  view 
of  the  great  scarcity  of  labor  compared  with  its 
extended  demand  in  the  West,  we  are  making  a 
very  fair  advance  with  the  work  on  this  portion 
ofonrRoad.  The  16th  section  only  will  prevent 
the  opening  of  the  tirst  26  miles  by  November ; 
and  by  Christmas*,  we  have  hopes  of  extending  our 
track  to  a  point  half  w;»y  to  Whei'ling  from  our 
temporary  terminus  at  Zaiiesville.  The  remainder 
of  the  line  to  the  Ohio  River,  embraces  our  heaviest 
woik,  and  will  probably  not  be  opened  through 
for  a  twelve  mouth. 

We  have  on  hand,  aud  contracted  for,  4500  tons 
Rail  for  this  Division  of  the  Road;  and  shall  need 
about  4U00  tons  more.  Previous  to  our  being  in  a 
position  to  justify  contracts  for  Iron,  it  began  ra- 
pidly to  advance  in  all  the  markets,  and  under 
the  advici  of  parties  intimately  acquainted  with  the 
Iron  trade  alter  we  became  in  a  position  to  con- 
tract, we  were  induced  to  delay  purchases  unlii 
we  should  more  imperatively  need  the  Rail.  The 
existence  of  various  concurrent  and  extraordinary 
influences  in  regard  to  this  matter  has  demonstra- 
ted the  at  least  occasional  fallacy  of  commercial 
calculations.  There  is  at  present  no  probability  of 
any  important  reduction  in  the  price  of  Iron;  and 
we  shall  accordingly  have  to  submit  to  a  large  in- 
crease over  the  cost  of  the  Rail  for  the  Western 
Division.  While  this  necessity  is  a  subject  of  much 
regret  to  the  Directors,  they  ciinuot  charge  them- 
selves with  any  remissness  in  the  premises.  They 
could  not  feel  justified  in  buying  two- thirds  of  a 
million  Dollars  worth  of  Rail  before  means  were 
provided  upon  which  even  to  base  a  negotiation. 

THE  EASTERN  TERMINCS. 

Id  addition  to  the  dela^^  produced  by  the  action 
ef  other  municipal  officers,  whose  constituents  had 
voted  Stock  for  the  Road,  the  effort  of  the  author- 
ities of  Wheeling  to  govern  the  location  of  our 
lioe  throngh  the  county  of  Belmont,  by  withohling 
her  subscription  of  $260 ,000  previously  volunteered 
for  us,  caused  a  serious  loss  of  time  in  making  up 
our  stock  list  for  the  EasU-rn  Division.  Wuen, 
however,  we  had  made  arrangements  to  build 
the  Road  without  her  aid,  and  distinctly  ex- 
pressed the  determination  to  locate  our  terminus 
directly  within  the  corporate  limits  of  that  city, 
provided  she  would  co-operate  with  us  in  the  ob- 
tainment  from  the  State  of  Virginia  of  the  neces- 
x'ary  legislation  to  authorize  the  construction  of  a 
Rail  Hoad  Bridge  across  the  Ohio,  and  when  we 
proposed  PQ  build  such  bridge  of  at  least  the  same 
elevation  as  h?r  Suspension  Bridge,  and  also  to 
have  inserted  in  the  law  every  reasonable  guard 
for  the  protection  of  her  interests,  or  the  interests 
of  the  stockholders  in  the  Wheeling  aud  Belmont 
Bridge  Company,  we  certainly  anticipated  a  cordial 
velcome  to  our  plans  instead  of  opposition.  We 
relied  upon  this  the  more  confidently  from  a  con- 
viction, which  we  slill  entertain,  that  the  Central 
Ohio  Road  is  more  important  to  the  manufacturing 
interest  of  Wheeling  than  all  the  other  Rail  Roads 
together,  that  terminate  or  propose  to  terminate 


in  her  vicinity.  But  we  were  mistaken.  She  has 
either  underrated  the  value  of  our  Road,  we  hare 
miscalculated  the  ordinary  springs  of  action,  or 
then  are  other  interests  besides  llu  public  welfare  al 
the  foundation  of  the  opposition.  That  we  may  not 
be  misconstrued  we  do  not  hesitate  to  express  the 
belief  that  this  opposition  originates  in  a  determi 
natioc  to  make  the  several  Roads  terminating  op- 
posite Wheeling  become  tributary  to  the  Suspen 
sion  Bridge,  or  compel  them  to  buy  out  the  stock, 
which  we  are  informed,  is  not  yet  a  dividend  pay 
ing  stock.  If  in  thiHsujiposition  we  have  done  in 
justice,  we  shall  regret  it,  but  we  cannot  otherwise 
account  for  the  obstacles  thrown  in  the  way  of  our 
making  what  we  deemed  the  most  advantageous 
terminus  for  our  Road,  and  one  which  we  believed 
would  confer  immeasurable  ad  vantag:es  upon  Whee- 
ling herself,  ^\ithout  costing  her  a  dollar. — Nearly 
a  year's  efforts  and  fv<i  bearance  have  satisfied  us 
that  we  shall  not  have  justice  done  to  our  Road, 
nor  the  facilities  fui  nished  in  that  city  for  a  double 
junction  with  the  Baltimore  and  the  Hempfield 
Roads,  until  we  shall  have  manifested  our  ability 
to  do  without  it.  Fortunately  for  us,  circum- 
stances not  only  admit  of  this,  bul  furnish  a  more 
enlarged  and  more  favorable  system  of  Railroad 
connections  than  we  at  first  contemplated.  At  the 
point  where  our  Road  falls  into  the  ravine  of  the 
Ohio  River  we  can  mke  interchanges  with  the  Bal- 
timore and  Ohio  Road  at  a  saving  of  eight  miles 
of  transit  The  mode  of  interchange  can  be  some- 
thing like  that  used  by  the  Philadelphia,  Wilming- 
ton and  Baltimore  Road  across  the  Susquehanna. 
It  is  true  that  any  system  of  ferriage  will  not  be  so 
desirable  as  the  use  of  a  Railroad  bridge  carrying 
traffic  directly  to  and  from  the  point  of  transfer ; 
but  it  will  be  cheaper  and  more  expeditions  than 
drayage  across  the  Suspension  Bridge  at  Wheeling. 
At  the  point  we  refer  to,  the  Company  would  not 
be  subjected  to  any  woarfagejor  other  city  ex- 
penses, and  will  have  every  possible  facility  for 
making  such  lines  of  approach  and  departure  as  the 
Engineer  may  prefer.  The  Directors  have  accor- 
dingly ordered  a  branch  from  their  main  line  at 
this  point  to  accomplish  the  connection  with  the 
Baltimore  Road  and  for  River  transfers.  Donations 
of  ample  grounds  for  depots  and  machine  shop 
purposes  being  made,  the  Company  will  be  at  do 
expense  at  this  place,  except  the  cost  of  grading, 
and  of  proper  structures. 

f  he  Baltimore  connection  then,  being  provided 
for  more  advantageously  than  it  could  be  at 
Wheelings  if  either  ferriage  or  the  use  of  the  present 
bridges  be  contemplated,  the  next  consideration 
of  the  Board  was  given  to  the  most  favorable  mo- 
des of  connection  with  the  lines  of  Road  leading 
to  Pittsburgh  and  Philadelphia.  We  had  made  the 
location  of  our  main  line  to  West  Wheelii.g,  upon 
the  Ohio  side,  where  we  proposed  to  make  a  tern 
porary  terminus.  It  was  made  temporary  to  guard 
against  the  exhaustion  of  our  chartered  powers,  but 
with  the  expectation  of  changing  it  as  soon  as  we 
could  obtain  the  necessary  legislation,  and  become 
pecuniarily  strong  enough  to  build  a|Bridge  without 
the  aid  of  other  companies,  if  that  could  not  be  ob 
t'ained  readily.  When  it  became  evident  that  the 
desired  legislation  would  not  be  fhrnished,  the 
Board  rescinded  the  order  indicating  the  terminus ; 
confirm«d  the  location  as  far  as  within  one  mile 
of  that  place,  and  authorized  the  extension  of  the 
line  up  the  river  to  such  point  as  should  admit  of 
the  most  favorable  connections  with  the  Pittsburgh 
and  Philadelphia  lines  of  Railway.  The  Cleveland 
and  Pittsburgh  R.  R.  Co.  having  obtained  the  ne- 
cessary legislation  to  authorize  the  extension  of 
their  line,  down  the  river  from  Wellsville,  so  as  to 
connect  with  oar  Road,  and  having  the  promise  of 
means  suflicient  so  to  extend  it,  and  also  to  extend 
it  up  the  river  to  a  point  where  it  meets  the  Ohio 
and  PennsylvaniaRailroad,  was  naturally  indicated 
as  a  connection  that  would  give  us  not  only  advan- 
tageous access  to  Philadelphia  through  Pittsburgh, 
but  also  by  the  Alleghany  Valley  Road,  with  its 
attractive  broad  gauge,  directly  to  New  York,  over 
the  New  York  and  Erie  Railway.  Whatever  pre- 
ferences we  may  have  felt  to  make  these  same 
connections  over  the  Hempfield  and  the  Chartiers 


Valley  Roads,  on  account  of  the  less  lineal  distance, 
yet  the  time  in  transit  by  the  way  of  the  ravine  of 
the  Ohio,  with  its  level  grades  and  easy  curvature, 
will  probably  be  quite  as  short  as  by  the  Hemp- 
field  Road,  if  the  transfers  at  Wheeling  have  to  be 
made  by  drays  and  carriages  over  Zaue's  Island. 
This  will  be  especially  the  case,  if,  as  we  anticipate, 
we  shall  be  able  to  make  a  contract  similar  to 
theone  we  have  with  the  Columbus  and  XeuiaCom- 
pany  authorizing  the  transmission  of  traffic  of  or 
for  our  Road  over  th*  irs,  in  our  own  cars,  either 
in  regular  or  s|)ecial  trains. 

As  the  Cleveland  and  Pittsburgh  and  Ohio  and 
Pennsylvania  Roads  have  the  same  gauge  as  ours, 
such  an  arrangement  would  be  a  practical  exten- 
sion  of  our  line  to  Pittsburgh,  and  the  etablishment 
of  our  terminus  in  juxtOrposUion  with  the  terminus 
of  the  Pennsylvania  Central,  the  Alleghany  Valley 
and  the  Covnehiille  Railroads!  With  all  this  we 
shall  hold  just  as  favorable  position  for  connection 
with  the  Hempfield  Railway  as  any  other  Road 
terminating  opposite  Wheeling. 

Whilst  there  are  but  few  Roads  that  can  boast 
of  a  double  junction  so  im  )ortant  as  will  be  the 
Baltimore  and  Ohio  and  the  Hempfield  Roads,  this 
arrangement  will  furnish  us  more  advantageously 
than  to  others  the  unfmralleled  advantage  ofjirt 
ilifferrnt  Great  Lines,  competing  for  our  interchanges. 

THE  QUESTION  OP  GAUUB. 

The  reference  we  have  made  to  the  benefits  of 
of  which  we  may  avail  ourselves  in  a  continuous 
gauge  to  Pittsburgh,  deserves  a  passing  explana- 
tion. Within  a  given  distance — one  under  which 
the  machinery  of  a  Road  will  not  be  permitted  to 
pass  too  far,  or  be  too  long  absent  from  the  super- 
vision of  its  proprietary — there  is  doubtless  a^reat 
advantage  in  continuity  of  gauge;  but  we  believe 
the  experience  of  Roads  in  o[>eration,  demonstrates 
it  a  mistake  to  suppose  that  this  plan  of  interchan- 
ging the  use  of  machinery  over  long  lines,  owned 
by  various  interests  and  under  different  degri  Ca  of 
vigilance  and  responsibility,  could  do  otherwise 
than  work  more  inconvenience  and  loss  than  the 
labor  and  expense  of  transferring,  at  given  inter- 
vals, not  only  passengers  but  freights.  We  think 
then  that  the  advantage  of  a  continuous  gauge 
for  long  lines  owned  by  different  interests  is  only 
ideal,  even  where  there  is  nothing  in  circumstances 
to  make  it  objectionable.  But  when  tbis  idea  is 
carried  through  an  extended  territory,  where  the 
gauge  of  every  other  road  is  difierent  from  theone 
adopted,  the  fancy  becomes  r  fallacy  of  a  fatal 
character.  Roads  in  the  Valley  uf  the  Mississippi 
which  are  projected  and  built  without  reference  to 
local  trade,  or  with  a  principal  reliance  on  through 
trade  will  be  failures.  And  when  a  road,  aiming 
to  be  a  great  through  route  intersects  repeatedly 
the  local  lines  of  a  country,  having  all  a  different 
gauge  which  at  the  same  time  may  be  intersected 
by  a  rival  line  with  coincident  gauge,  it  is  likely 
to  prove  that  the  hundred  tributary  streams  are 
sacrificed  for  the  sake  of  retaining  unwasted  the 
comparatively  feeble  waters  of  the  fountain  from 
which  it  starts.  The  dangers  of  such  an  isolation 
are  beginning  already,  we  understand,  to  be  felt 
by  two  roads  in  Ohio  that  commenced  building 
with  the  Pennsylvania  and  Indiana  gauge,  which 
are  identical.  ■■■  i     ■:■■-■  - 

GEOGRAPHICAL  POSITION  OP  OUR  ROAD. 

Every  additional  developcment  in  the  rapidly 
changing  character  of  the  business  relations  of 
tho  country  have  only  induced  additional  confi- 
dence in  the  strength  of  our  position,  and  addi- 
tional satisfaction  with  the  location  of  the  Central 
Ohio  road. 

The  intense  activity  and  interest  which  the 
minds  of  our  people  manifest  at  this  time  in  pub- 
lic works  have  already  developed  y\l  the  projects 
of  railroads  for  Ohio  which  are  likely  to  be  indi- 
cated for  many  years  to  come,  and  more  than  can 
be  built  at  this  time.  But  amidst  them  all,  between 
a  fortunate  combination  of  circumstances  and  the 
topography  of  the  country  north  and  south  of  oar 
line  Uiere  is  no  road  yet  projected,  nor  likely  to 
be,  that  will  abstract  any  important  portion  of  our 
l9ctU  trade ;  whilst  for  through  business  our  geo- 
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grapliiciil  position  is  such  aa  to  leave  us  without 
an  even  handed  competitor.  We  are  aware  thai 
rival  inten-Bts  have  endeavored  to  depreciate  the 
value  of  our  geograiiliical  posiiion  by  a  refereiict 
to  the  grades  and  curvature  to  which  we  sliall  b« 
subjected  for  about  tiiirty  miles  tiirough  the  coun- 
ty of  Bi'lmont.  The  comparison  of  rojds  by  theii 
maximum  grades,  is  a  very  fallacious  way  ofjudg 
ing  of  value.  A  frequent  succession  ol  grades  oi 
60  feet  to  the  mile  over  a  stretch  of  line  of  20,  60 
or  100  miles  in  extent  is  certainly  much  more  ob- 
jectionable that,  the  occurrence  of  a  grade  of  7(5 
feet  to  the  mile  at  the  passage  of  a  single  summit 
in  a  long  line  of  road,  especially  if  a  large  portion 
of  the  balance  of  the  road  is  level,  or  praclicalh 
80.  The  measure  of  ol'jectiou  upon  the  score  01 
grades,  if  they  be  workable  at  all  with  a  single  en- 
gine, is  not  the  inclinalion  of  any  particulnr  plane 
ao  much  as  their  frequency  of  occurrence  and  theii 
disposition — their  relation  to  each  other.  In  view 
of  this  the  distinguished  engineer,  Mr.  Latrobe,  in 
troduced  into  the  location  of  the  Baltimore  and 
Ohio  road,  maximum  grades  of  116  feet  to  th» 
mile,  instead  of  80  leet  to  the  mile  with  less  favo 
rablo  "disposition."  In  the  matter  of  curves  we 
have  no  portion  of  our  line,  between  ZanesvilU 
and  the  Ohio  river,  with  such  stringent  curvalun 
as  some  that  exists  upon  the  road  between  Zaues- 
ville  and  Newark,  and  yet  the  latter  i>ortion  of  the 
road  we  have  run  under  schedule  at  36  miles  pet 
hour. 

We  have  no  hesitancy  in  expressing  the  belief 
that  in  alignment  and  grades  our  road  and  its  af 
filiate  lines,  soulh-weslwardly,  westward  and  north 
westerly,  may  claim  at  least  an  equailiy  with  the 
best  lines  radia.ing  from  Pittsburgh  and  Wheeling, 
or  branching  from  the  Baltimore  and  Ohio  road, 
whilst  in  lineal  distance,  with  the  exception  of  the 
Parkersburgh  route  between  Baltimore  and  Cin- 
cinnati, will  b«  a  part  of  the  shortest  line  of  com- 
munication between  Washington,  Baltimore,  Phil- 
adelphia and  New  York,  in  the  east,  and  the  Capi- 
tols of  Ohio,  Indiana  and  Missouri,  and  the  citiet 
of  Cincinnati,  Louisville  ani  St.  Louis  in  the  west. 
With  reference  even  to  the  Parkersburgh  route 
from  Baltimore,  we  believe  that  the  superiority  oJ 
the  Central  line  west  of  Zanesville,  through  Ohio, 
Indiana  and  11  inois,  in  point  of  grades  and  curva- 
ture, over  the  route  through  the  more  broken  re- 
gion in  the  vicinity  of  the  Ohio  river,  together 
with  an  exemption  from  the  delay  to  which  travel 
will  be  exposed  in  transfer  through  the  city  ol 
Cincinnati,  from  the  eastern  to  the  western  lines, 
and  a  like  exemption  from  the  expense  of  trans- 
ferring freights,  will  make  the  Great  Central  route 
the  favorite  line  of  travel  between  St.  Louis  and 
Baltimore  and  Washington.  As  preparatory  for 
this  result,  an  unbroken  chain  of  railroads  for  the 
whole  route  is  partly  built  or  in  process  of  con 
Btruction,  and  will  be  soon  complete.  Taking  up 
the  line  of  our  connections  at  Columbus,  the  Col- 
umbus and  Xenia  road,  by  the  instrumentality  ol 
the  Xenia  and  Dayton  road,  will  be  practically 
extended  to  Dayton.  The  Dayton  and  Western 
railroad  is  in  o|)eratioH  to  the  Indiana  State  line. 
From  there  the  Indiana  Central— (with  which  the 
Dayton  and  Western  is  consolidated) — will  be 
complete  to  Indianapolis  in  the  coming  month  ol 
October.  From  Indianapolis  to  Terre  Haute  the 
road  is  in  successful  operation.  From  Terre  Haute 
to  Alton  on  the  Mississippi,  within  twenty-five 
miles  of  St.  Lnuis,  the  whole  line  is  under  contract. 
For  th^  construction  of  a  road  from  Terre  Haute 
to  St.  Louis  direct,  another  company  isorganiaed, 
but  with  some  legislative  obstructions  thrown  in 
their  way,  by  what  is  called  "Illinois  policy,'"  they 
are  yet  delayed  in  their  work.  From  Indianapolis 
another  m»ignificent  chain  of  roads,  stretching  to 
St.  Josephs  on  the  Missouri,  and  all  of  which  ex- 
cept about  37  miles,  is  either  built  or  under  con- 
tract, lies  under  this  same  40th  parallel  ol  North 
latitude,  along  which  the  Central  Ohio  and  the  In- 
diana Central  railways  are  laid. 

These  several  interests  we  uidicate  as  constituting 
the  Grand  Central  Trunk  Line,  which  Uking  into 
consideration  either  perfectness  of  relation  to  the 
east  and  west  busiaeas  of  the  couotry,  fertility  of 


soil,  dehsity  of  population  or  its  affluence  of  gen- 
eral trade,  is  not  now  equalled  in  the  valley  of  the 
Mississippi,  and  will  never  be  surpassed. 

It  is  needless  to  tax  your  patience  with  a  list  of 
the  roads  destined  to  be  tiibutary  to  this  great  ar- 
terial line ;  but  a  glance  at  the  map  of  Ohio,  Indi- 
ana and  Illinois,  with  the  various  roads  converg- 
ing upon  the  Central  route,  will  show  the  proprie- 
ty of  the  order  which  we  have  made  to  adjust  our 
tunnels  and  masonry  with  a  view  to  a  double 
track.  . 

COMPETING  ROADS. 

If  the  gau^f  e  of  the  "Steubenville  and  Indiara 
Road"  be  altered  to  the  Ohio  gauge  which  is  said 
to  be  in  view — it  is  probable  that  an  arrangement 
would  be  made  for  dispensing  with  the  cousti  uc- 
tion  of  their  road,  as  contemplated  by  that  com- 
|tany,  between  Newark  and  Columbus.  This  b«  ing 
done,  the  course  of  that  road  diverging  rapidi^ 
from  ours  at  Newark  and  running  at  an  average 
of  about  twenty-five  miles  away  from  it,  cannot 
affect  our  local  trade,  and  will  not  interfere  with 
the  retention  of  our  duo  share  of  through  busi- 
ness. 

The  Marietta  and  Cincinnati  road  is  located  at 
no  place,  nearer  than  about  thirty-tive  miles  from 
our  road,  until  it  turns  towai-ds  its  eastern  termi- 
nus, when  it  approaches  our  line  at  nearly  right 
angles.  As  the  principal  reliance  of  that  road  foi 
through  tiaflic  is  upon  its  relation  with  the  roails 
of  Kentucky  striking  the  Ohio  east  of  Ciuciuuati, 
It  will  not  be,  strictly  speaking,  a  competitor  ol 
the  "Central  Ohio,"  for  either  through  or  local 
trade. 

Tne  "Pitts ■Ciurgh,May8ville  and  Cincinnati  road'' 
so  called,  is  located  between  Cambridge  and  Mc 
Connelsville,  and  so  much  of  it  wtll  piobably  be 
built.  It  will  bring  to  us  some  traffic  that  might 
otherwise  pass  down  the  Muskingum  river. 

The  "Western  Railroad" — projected  to  start 
from  Bridgeport,  opposite  Wheeling,  and  after 
passing  up  Indian  Wheeling  Creek,  ruunit;g  thence 
northwesterly  to  intersect  with  the  Steubenville 
and  Indiana  road  and  thence  northwesterly  ihrougli 
Knox  county — whatever  influence,  if  built,  it  maj 
exercise  upon  that  road  it  cannot  aftect  the  trade 
which  our  road  claims. 

So  far  as  the  trade  and  travel  of  the  great  nortl 
west  is  concerned  the  intimate  relations  establish 
ed  by  the  Columbus,  Pi<iua  and  Indiana  road  with 
lines  of  road  leading  to  Fort  Wayne,  Peru  and 
.Michigan  city,  in  Indiana,  will  bring  for  transit 
over  our  entire  line,  the  trade  and  travel  between 
that  region  and  Baltimore  and  Washington  city. 

In  the  consideration  of  the  great  through  busi- 
ness between  the  east  and  the  west,  much  stress 
is  occasionally  laid  upon  the  more  favorable 
grades  and  alignment  of  the  roads  leading  by  the 
Lakes.  As  comjiensatory  for  these  advantages,  the 
lines  lying  directly  between  the  seaboard  and  the 
more  populous  portions  of  the  west  have  the  a«l- 
vantage  of  a  great  saving  o{  distance  and  the  use 
of  a  cheaper  fuel.  They  traverse  a  coal  region  of 
more  than  {^300  mile-,  in  extent,  whilst  the 
lake  routes  do  not  touch  the  coal  field  in  any  part 
of  their  course.  Experiments  have  already  demon- 
strated a  great  saving  by  the  use  of  coal  upon  lo- 
comotives, even  where  wood  costs  nothing  but  the 
cutting  and  hauling.  Before  many  years  shall  have 
elapsed,  the  great  lines  at  the  north  will  be  com- 
pelled, by  the  increased  cost  of  wood,  to  get  their 
fuel  from  the  regions  traversed  by  their  southern 
rivals. 

CO.NTRICTS  WITH  OTHER  ROABS. 

The  contract  with  the  Cincinnati,  Wilmington 
and  Zanesville  railroad  company,  looking  to  very 
intimate  relations,  stipulates  that  the  Central  Co. 
shall  subscribe  to  the  stock  of  the  other  in  the 
sum  of  SlOO.OOO,  payable  iii  six  per  cent,  income 
bonds.  As  the  other  company  pays  six  per  cent 
interest  upon  the  stock  until  the  road  shall  be 
placed  in  operation,  this  obligation  is  practically 
but  a  loan  of  the  credit  of  our  company ;  and  even 
that  is  now  scarcely  needed,  for  the  credit  of  the 
C.  W.  &  Z.  R.  road  has  become  so  well  establish- 
ed as  to  require  no  endorsement.  The  subscrip- 
tioa  is  DOW  priacipally  valuable  to  the  C.  W.  &.  2 


R.  road  as  a    pledge  of  the   coidial  feehng  eater- 
ained  for  it  by  the  Central  company.     We  trost 
>ou  will  ratify  the  contract. 

With  the  Columbus  and  Xeni»  company,  aiid 
under  the  concurrence  of  the  Xenia  and  Daytoo 
railro.id  company,  we  have  made  a  very  import- 
ant contract.  It  authorises  the  transmission  of 
the  traHic  of  or  for  the  Central  road  over  the  Co- 
lumbus and  Xeuia  and  Xenia  and  Dayton  roads, 
in  our  own  cars,  either  by  regular  or  special  trains 
at  the  same  rates  a*  may  be  charged  for  their  own 
propi  r  traffic,  and  making  also  proper  dednctioDa 
from  those  rates  for  the  use  of  our  machinery  em- 
ployed in  its  transportation.*  This  amounU  to  a 
practical  extension  of  the  Central  road  to  the  city  " 
ol  Dayton.  We  shall  doubtless  be  able  to  make  a 
similar  contract  with  the  Little  Miami  or  Cincio- 
nati,  Wilmington  and  Zanesville  road,  and  ifalik* 
eontiact  be  made  with  the  Cleveland  and  Pitts- 
burgh and  Ohio  and  Pennsylvania  road,  there  will 
be  a  symmetry  and  compleUness  in  our  business 
arrangements  such  as  but  few  roads  in  Ohio  will 
be  able  to  boast.  It  would  enable  us  to  run  oor 
express  trains  between  Pittsburgh  and  Cincinnati, 
a  distance  of  three  hundred  and  twenty -nine  miles 
in  ten  hours  or  less. 

We  have  Contracted  with  the  Scioto  and  Hock- 
ing valley  and  the  Mansfield  and  Sandusky  city 
railroad  companies,  for  ihtf  purchase  of  grouiidsat 
Newark,  and  the  consti  uction  of  sution  buiidii^ 
oil  joint  account.  The  facilities  for  transfer  which 
this  arrangement  will  enable  us  to  make,  will  b« 
very  advantageous.  Connection  with  the  Sandus- 
ky interest  is  already  an  imi»orUnl  one,  and  the 
o[»euing  of  the  Scioto  and  Hocking  valley  road  to 
the  .Jackson  county  iron  mines,  if  attended  with 
no  other  beneficial  results,  would  furnish  over  our 
road  in  part,  to  the  rolling  millB  and  the  various 
other  establishments  using  pig  iron  at  Zanesville 
Columbus  and  elsewhere,  along  the  line,  a  deliv- 
ery so  much  cheaper  than  they  have  ben-tofore 
had,  as  to  place  them  on  an  equality,  at  least  with 
the  iron  manufactories  of  Wheeling  and  Pittsburg. 
With  that  road  complete,  pig  iron  from  the  Jack- 
son mines  would  be  delivered  in  Zanesville  at  a 
c^st  of  S2.50  per  ton ;  a  saving  of  SI  60  over  the 
present  lowest  rates  and  81  00  per  ton  less  than 
the  Hanging  Rock  metal  is  delivered  in  Pittsburg. 
Under  this  view  of  things,  with  iron,  coal  and  cost 
of  living,  all  cheaper  in  our  neighborhood  than  at 
Pitt&burg,  capital  would  not  hesitate  at  investment 
in  manufactories  along  the  line  of  our  road,  fur- 
nishing as  it  will,  facilities  to  an  extended  and  ex- 
panding market.  For  the  Directors, 

J.  H.  Sullivan,  Prea't, 

Zanesville,  August  1863. 

ExkUnt  of  expenses  and  reso^urces  of  the  Central 
Okio  Railroad  Company,  to  August  '20th,  1868. 

F.XPENDITDRES  ON  WESTtBN  DIVISION. 

For  construction S673,618  02 

Superstructure 400,96iJ  12 

».  u     ,,^ -»974,677  14 

Right  of  Way 20,119  86 

Depot  grounds  and  build- 
ings,   at  Newark  and 

Columbus 16^18  09 

Temporary  buildings,  W. 

Zanesville 1,053  66 

Wood  Sheds  and  Water 

sutions 1,30091 

Office  furniture 667  84 

Contingencies 8,603  80 

Salaries    up  to  January 

18th,  1863 14.986  44 

Discount  on  bonds,  less 

premium  on  exchange.     66  21102     . 
Balance  of  interest  less 

road  receipts  to  Janua-         . 

ry  18th,  afler  deducts  ' 

ing  expenses    of  con- 
.    struction  trains. t,.  ...     78,628  65 


197,989  66 


1,172,616  71 


I 


*Tbis  arraogement  of  course  is  reciprocal. 
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EXPENOITURES    ON  EASTERN  DIVISION. 

For  construction $640,540  99 

Superstruclur* 13.193  10 

'■ 653,734  09 

Right  of  way 91,284  00 

Eigineyring 86,508  16 

Discount  account 43,703  89 

Interest 22.409  91 

Real  estate  (ioclu  iing  de- 
pot    grounds     Zanes-  i 
vliic) ; 36,343  68 


280,249  62 


EXPKNDITURES  COMMON  TO  BOTH. 

Mnchine  shop  grounds  and  , 
improvements,       West 

Z;»ne8ville 33,288  18 

Stationary  maubiaery,.. .       6,115  82 

Machinery 223,842  60 

263.276  60 


Total  expenditures. 
Resources  on  hand . 


j2,219,776  00 
'    6m,862  34 


2,839,639  24 

RESOURCES    ORIGINAL  AND  PRESENT. 

OapiUl  stock  Western  Division S607,799  24 

East         •' 968.810  OU 

Mortgage  bonds  west      '' 460.0U0  00 

East    ■     ' 800,000  00 

income  bonds 100,000  90 

Surplus  .eal  estate 28,000  00 


82  889,639  24 
Note. — The  unexpended  resources 
of  tho  company  consist  of  bills  receiv- 
able west $5,174  68 

Bills  receivable  east 62,049  02 

Unsettled  Accounts  east..  .21,974  37 
west....  28,922  06 

Income  bonds 100,000  00 

Dae  on  stock 314,568  18 

Bonds     in    han  s    of  C. 

Brooks 148,000  00 

Gash  in  treasurer's  bands.   18,414  89 

Sun>lusreal  esUte 28,000  00 

722,042  67 


Less   the  present  floating 
debt  of  tiie  company . .  . 


102,180  32 


Balance 1«619,862  34 


Small  Ralls. 

THE  SUnSCRIBKES  manufacture  ami  keop  constanlly  for 
•ale.  Light  RiiUsoCiUe  mo'il  apprnveil  riattcrns,  weiKhini; 
•-A  25,  'It.  40  anil  60  Vm  t>cr  yarl,  suitabl*^  fir  Colliers,  Mment, 
Qu.irryraeu  aiiU  Ooiiiracturt»,  or  fur  lum  outi,  deiiot  and  branch 
tnoKii.  CHARLES  E   SMITH  &  Co. 

1744  f  alrmount  Iron  Works,  Philailelphia. 

OHAS.  S  SMITH,  HENRY  MORRIS. 

TU03   T   TASKElft,  ALISTAR  MOKRIS. 


Bi'un!4Wick  Iron  Works. 

WEDNESBCRO,  ENGLAND. 

TTBES,  AXLK8,  WHEEL:',  a-d  nil  kind*  of  B  lilway  equip- 
ment ofthB  BraiMWick  Iron  C'mpanv'*  maniifaciure  Or- 
der* ntcelved  at  the  offlcc  oftbe  Agency,  Xo  M  W  Ilium  atreet. 
Now  Yor*.  44if  OKO.  W.  BILLINGS. 


A  Valuable  Farm  In  Illinois 
for  Sale. 

SITUATED  in  the  Village  of  Seward's  Point  in 
M^nteonury  County  74  ralles  North  of  HiUs- 
boTffugh,  about  86  South  of  Spring  field  the  Capital 
of  the  State,  about  18  West  of  the  Illinois  Great 
Central  Railroad,  about  4  or  5  North  of  the  Allo^n 
Sl  Terrr.  Haute  Railroad  and  about  18  miles  West 
of  the  inttrur.lion  of  the  two,  containing  80  acres 
of  rich  prairie  laud. 

Applv  by  lettijr  or  in  person  to 

S.  S.  ROCKWELL, 
No.  16  South  Second  str.  WlUiamsburgh. 

Stuart,  Serrell  &.  Co., 

CIVIL   ENGINEERS, 

Bwxna  23,  34,  26  *  ar, 

167  Itroedway,  New  York. 

Chablbs  s.  Stuabt,  Edward  W.  Scrbbll, 

PAiniL   MaBSX,  tAMVIl,  MOILBOT. 


HFNRY  TANNER  [Circuit  Court  of  the  United 

vs.  I  States 

the  Hudson  River   j  for  the 

RaHroad  Company.  1^  Northern  District  of  New  York. 

THIS  was  a  suit  brought  by  the  plaiiititt'  for  an 
alleged  infringement  of  letters  patent  granted 
to  him  as  assignee  of  the  inventors,  L.  H.  Thu.mp 
SON  and  A.  G.  Bachcloer  :  '  lor  an  improved  Rail 
toad  Brake  ',  by  the  use  on  the  said  road  of  biaket- 
made  on  plans,  allegid  to  h.ivc  been  invented  by 
Xkhe.miah  Hodge  and  also  by  H.  A.  SrEPHExs  and 
purchased  by  the  said  defendants,  from  the  .said 
liodge  &  Ste[)heiis  and  also  for  use  of  the  plan  as> 
patented  to  -sa'd  Ta;iner. 

The  suit  was  noticed  for  trial  at  the  October 
t«rm  of  1863,  and  put  over  the  term  by  the  motion 
of  Defendant's  Counsel  by  paying  the  costs  of  the 
t«rm. 

And  thereafter  the  Defendant's  Counsel  made 
overtures  for  a  settlement  which  resulted  in  the 
defoiidant's  acknowledging  tho  validity  of  plaiii- 
tilf  s  patent,  the  infringement  of  the  said  patent  by 
th<'  use  of  double  acting  brakes  on  the  pi m  of  the 
said  patents  &c  ,  and  the  Company  paying  to  thi 
said  plaintitffor  the  right  to  use  the  said  invention 
and  for  the  withdrawal  of  said  suit  the  sum  of 
ONE  THOUSAND  DOLLARS  and  cosU*. 

Having  read  the  above  1  do  certify  to  the  cor- 
rectness of  the  statements  therein  contained. 

October  26lh,  1863. 

THOMAS  M.  NORTH, 
Secret'y  and  Attorney  of  the 
Hudson  River  R.  R.  Co. 
yew  York,  October  26th,  1853. 

This  is  to  certify  that  I  was  of  Counsel  for  the 
plaintiff  in  the  above  entitled  cause,  that  the  suit 
was  brought  for  the  recovery  of  damagos  from  the 
Hudson  River  Railroad  Comp;uiy  for  the  use  on 
their  cars  of  brakes,  made  on  the  plans  describi-d 
in  the  paU-nts  granted  to  Charles  B.  Turner  on  the 
14th,  of  Nov.  1848,  to  Nehemiah  Hodge  on  the  2d, 
of  October  1849,  and  to  II.  A.  Stejihens  on  the 
26th,  of  November  1861.  That  in  piei)aring  for 
the  trial  of  the  above  entitled  cause  I  made  a 
careAil  examination  of  all  the  facts,  given  in  the 
notice  of  defence  and  became  satisfied  that 
Thompson  and  Bacheldcr,  from  whom  TaJiner  de- 
rived title,  were  the  original  and  first  inventors  of 
the  Double  acting  Brake  covered  by  the  plaintiff's 
patent  and  that  the  Brakes  of  Turner,  of  Hodge, 
and  of  Stephens  are  iufringments  of  the  said  Tan- 
ner's patent.  CHS.  M.  KELLER. 


To  contract or8. 


x't' 


Chief  Engineer's  Office,  N.  &-  P.   R.  R.  Co., ) 
Norfolk,  Oct.,  13,  1863.         J 

SEALED  PROPOSALS  will  be  received  by  the 
under^ned  at  this  office  from  the  3d,  until  the 
16th  day  of  December  next,  at  noon,  for  the  g,a 
dualiou  and  masunry  of  Qi  miles  of  tlie  Norfolk  & 
Petersburg  railroad  between  the  city  of  Norfolk 
and  Warwick  Swamp  in  the  county  of  Sussex. 

The  line  will  l>c  divided  into  sections  of  about  4 
miles,  and  bids  will  be  received  for  one  or  more  of 
said  sections. 

-Maps  and  profiles  of  the  line  will  be  ready  for 
inspection  and  specifications  with  forms  of  propo- 
sals may  be  had  of  the  undersigned  on  and  after 
the  first  day  of  December. 

Payments  will  be  made  in  current  money  during 
the  pr  ogress  <if  the  work  in  proportion  of  four- 
fiAhs  of  the  amount  due. 

As  soon  as  practicable  after  the  examination  of 
the  proposals,  those  to  whom  the  work  will  be  al- 
lotted will  ha  duly  notified,  and  if  deemed  necess- 
ary required  to  give  bond  with  satisfactory  secu- 
rity for  an  amount  not  exceeding  one-tenth  of  the 
amount  of  work  to  be  done. 

The  company  reserves  the  right  to  accept  such 
proposals  .is  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  reject  all,  if  none  are  satisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  passes  is  of  mild  climate  and  abundant  in 
supplies.  Postage  on  all  communications  must  be 
prepaid. 

W.  MAHONE, 
Chief  Engineer. 


Railroad  Iron. 

2nOn  ''""'^^  "^^^  CLASS  WELSH  RAILWAY 
^\J\J\M  IKO.V,  to  b«  made  to  an.v  or.l  nary  T  p^ittwrn 
ro.|UiriHl  by  ibu  liuyem,  and  for  atupm. m  from  .VeWjiori,  Wiilw, 
in  l><-<  eMil>er,  Jaiiu  irv,  iind  MMruti  next,  a  pli'  ti>  tlie  under- 
signed, for  miuiv  je.-irf  couiiecled  with  iliu  lii)("''t  h> lUMt  in  Die 
t™''e  JOHN  U.  AUSTI.V  ft  CC  , 

♦*tf  2  Itvrum  Coui  t,  Feiicliurcli  atrwu  LondDn. 


AUCTION    NOTICE. 

BY 

HagTfferfy,  Jones  &  Co. 

MONDAY,  OCTOBER  31, 

At  the  Auction  Room,  54  William  st.,  cor.  Pine. 

PEREMPTORY  SALE 

or 

RAILROAD  IRON, 

J\  BOSD, 

FREE  OF  ALL  CHARGES,  EXCEPT  DUTY, 
now  landing  at  the  Atlantic  Dock.  Brooklyn, 
made  by  one  of  the  first  makers  in  England,  and 
equal  in  quality  to  the  best  Welsh  Rails.  Quality 
guaranteed,  bars  straight,  sound,  and  free  from 
flaws  and  cracks,  and  cut  off  square  at  the  ends. 
Tons,  1.113  18,0,16,  consisting  of  6,566  bars,  viz  : 
3926  of  21  feet,  2208  of  18  feet,  877  of  15  feet,  and 
65  bars  of  twelve  feet  in  length,  weighing  about 
68  lb.  i)er  yard,  of  the  pattern  known  as  the  Erie 
Railroad  Pattern.  Sample  of  the  quality  can  be 
seen  at  our  office,  and  the  whole  for  inspection  at 
the  Atlantic  Dock. 

TERMS  OF  SALE.— Ten  per  cent,  on  the  day 
of  sale,  and,  if  required,  the  balance  half  in  15  and 
half  In  30  days,  with  interest,  the  transfer  to  be 
made  when  paid  for. 

ALSO, 
A  similar  quantity,  and  of  the  same  quality  as 
the  above,  on  a  credit  of  three  and  six  months, 
with  interest  for  notes  satisfactory  to  the  sellers, 
leM  16  per  cent  in  cash  od  day  of  sale. 


To  Contractors. 

PROPOSALS  will  bu  received  till  sunset  Nov. 
21st  for  the  Graduation,  Ma.sonry,  and  Super- 
structuie  of  the  CLINTON  LINE  EXTENSION 
RAILROAD  from  Hudson  to  its  intersection  with 
tho  Mad  River  Railroad,  a  distance  of  about  one 
hundred  milee.  The  route  occupies  a  ]>eriectly 
healthy  country,  thickly  inhabited,  and  accessible 
at  all  points. 

Also,  at  the  same  time,  for  the  construction  of 
the  portion  of  tho  Clinton  Line  Railroad  not  under 
contract  extending  to  the  Ohio  and  Pennsylvania 
State  Line. 

Specifications,  Maps  and  Profiles  will  be  ready 
for  examination  ton  days  before  tho  letting  at  the 
Engineer's  office  in  Hudson. 

H.N.  DAY,  President.  ••     ' 

W.  B.  BRINSMADE,  Chief  Eng'r 
Hudson,  Ohio,  Oct.  10th,  1853. 

Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  In  the  best  manner,  and  with  dispatch. 
They  respectfWly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printino  of  ExJubiU 
T\m«-tabUi,  Circulars,  Tickets,  4-c.,  4^. 

J.  H.  SCHUJLTZ  Sc  CO. 

Nevf  York  AprU  9,  1868.    •  :. 
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AMERICAN  RAILROAD  JOIRNAL. 

STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 

*•    nE Nil Y  V.  P 0 OR,  Editor. 


BttTABLISHED  IX  1811. 


'  The  Mxkanical  Engineering  de|tartiai'nt  «il" 
this  paper  will  be  under  the  charge  of  Mr.  Zkrah 

COLBURN. 
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poii  iv  fur  agiv.u  conmicrciai  iu;irt  on  tl;e  I'acilic,  Tii<-  j)laco  in  K.isa-ru  A^vv  wliich  i«  the  most 
will  be  a  sul  ject  lor  future  cousideialion.  jcentrnl  to  this  large   p(>i>ulation  and  to  the  gn-at 

The  promiiiont  points  on  the  Atlantic  seaboard,  cities  of  Canton,  Nankin,  and  Pekin  in  China,  and 
or  those  which  arc  most  favored  in  respect  to  cli-  .Feddo  in  Japan,  coutaiuiiig  each  from  one  to  two 
mate,  and  which  command  mtwt  of  the  capit-il  of  mi'.lious  of  inhabiunts,  and  which,  under  the  pres- 
lhecounlr\-,  ami  within  wliicli  is  concentrated  the;cnt  government,  as  a  free  port  is  accessible,  and 
greatest  amoniil  oi"  commercial  a;id  manufactur-ican  be  occupie<l  by  our  vessels  without  interfr- 
ing  interest,  .-ire  Bosun,  Ncv.  York,  Philailelphiajing  with  European  powers,  i.s  th-  oily  of  Shanghai 
and  Baltimore.  '  in  China,  situated  on  the  Tung  llai  or  Eastern 

Of  these.  New  York  is  decidedly  the  firot.  andjsea.  near  to  the  raoutUofthe  YaagTse  Kiang,  the 
Philaddphi.i,    only    eighty    miles    distant    from  Igreai,  river  of  China. 


MKISiCIPAJ.    l-OMTKBITS. 


PaciKc  Railroad ...705 

Deveh>penunt  of  the  Locimiotive ..710 

North  Western  and  Cleveland  and  Aiali0nin?..711 

Fort  Wjiyne  and  Soi.thcrn  Railroad 

Stock  ai.d  Money  Market 

Morris  Canal, — inclined  Planes 

Jt'U'-nal  of  Railroad  Law 

Finances  of  I'ennessee 

im]>rovement  in  Naviga'ion  of  the  Ohio 716 

Vii  srinia  and  Rcnncssee  Railroad 717 

Noiiolk  and  Pelen^burgh  Railroad 71b 

Evansville  and  Crawforilsvi  le  Railroad 710 

East  Tennessee  and  G  orjia  Railroad Gl'J 


711 
712 
.714 

,715 
.710 


Aiiierieaii    UHilroad    .loiiriial. 


Pdblisubd  bt  i.  H.  SCUCLTZ  &  CO.,  No.  9  Spkccb  st. 


Saturday,  Kuvembcr  &,  1853> 


it  in  a  direct  Iii.e,  the  second.  Of  the  others,  one 
is  situited  at  the  North,  and  the  other  at  the 
South  of  the  two  just  named. 

The  city  of  New  York,  from  its  commanding  po- 
sition in  resi>ect  to  the  navigation  of  the  Atlantic 
and  of  the  great  lakes,  and  the  commercial  preem 
inence  it  has  already  attained,  is  clearly  the  most 
desirable  single  i>oint  on  the  Atlantic  to  be  con- 
nected with  the  road  in  question. 

In  determinin'r  the  most  eligible  ronte  from 


From  New-  York  city  to  this  point,  the  shortest 
and  most  direct  line  (which  is  indicited  by  the 
arc  of  a  great  circle  of  the  eaith  connec  i:ig  the 
two)  passes  considerably  to  tlie  north  uf  the  r»rty- 
ninth  degree  of  north  latitude,  where  the  latter 
m<.'ets  the  Pacific,  and  hence  the  straits  of  Juai  do 
FucA,  the  most  Northi-rn  of  the  places  nam  il  on 
our  Pacific  coast  are  siluaUid  nearest  tn  th;j  dif  -ct 
line  to  China  within  the  limits  of  the  Cnited  St«; -s, 
and  are  in  this  particular  tli-  most  sniia!»!<f  .r  the 


ExTKRBi)  acconliiis  to  Act  of  ConCTesf,  In  the  yeir  IRoS,  by 
iCuwis  K  Jousso.v,  in  thoClerii'sOnicuc.rilicDIstrrrtLourt 
<j(  CuuiiucliOit 

Railrttad    to  the    Paciflc— ?iortI>ern    Koute. 

Jls  General  Character,  Ildutivc  Merits,  etc. 

Br  Edwin  F,  Johnson,  C.  E. 

GENERAL    VIEW. 

The  necossily  for  a  railv.ay  coramuaication  be- 
tween the  principal  Atl.-xntic  cities  of  the  ULited 
States,  and  the  shoros  of  th--  PaciQc,  has  now  be- 
come so  apparent  that  public  attention  is  being 
particularly  directed  to  the  best  method  of  accom- 
pli'shiiig  the  object. 

The  points  on  the  Pacific  coast  desirable  to  be 
reached,  as  having  suitable  harbors  or  couvenien- 
ces  for  shii>pine,  and  a-*  l)eing  favorably  situated 
for  concentrating  thj  business  of  thai  portion  of 
the  Union,  are  Sjin  Diego  and  San  Francisco,  in 
California:  the  Columbia  river  iu  Oregon,  and  the 
waters  connected  with  the  straits  of  Juan  Do  Fuca 
in  the  new  territory  of  Washington. 

The  entire  Paciilc  coast  within  the  limits  of  the 
United  Sutcs,  presents  uo  other  so  eligible  point^ 
as  thvse. 

Of  the  places  named,  San  Francisco  and  th( 
straits  of  De  Fuca,  afibrd  harbors  and   suitabl 
»iU>«  for  a  maratime  city,  greatly  suporior,  probabl; 
to  the  others.    The  relative  merits  of  these  twc  coast 


New  York  city  Westward    for  the  proposed  road,  western  terminus  of  the  propuscd  rai,r>>iid. 
it  is  necessary  to  consider  the  character  of  the      In  proceeding  from  New  York  city  to  th*-  straits 
countiy  through  which  it  is  to  pass,  its  topof^rajihi-  of  De  Fuai,  the  po.siliun  of  the  great  lakes  ainl  of 
cal  features,  soil,  climate,  and  min  ral  resources,  I  the  international  boundary  make  it  necessary  to 
and  any  other  objects  of  importance  in  a  military 'deflect  the  line  so  far  to  the  Soutli  as  to  pass  the 


or  commercial  view. 
A  r.ailroail  to  the  Pacific  is  not  only  e.ssential  as 


Southern  extremitj'  of  Lake  Michigan. 

The  city  of  Chicago,  which  is  the  nearest  port  of 


a  means  of  a  direct  communication  with  our  own  any  magnitude  to  that  portion  of  the  lake  becomes, 
possessions,  now  rising  rapidly  into  importance  on  therefore,  a  point  in  the  pnposed  route.  This 
that  portion  of  the  continent,  but,  if  rightly  loca-icity  is  also  indicated  as  a  suitable  point  on  the 
ted,  will  constitute  the  channel  through  which  jline  of  the  pro^osi'd  road,  from  its  pnjbablt;  fmure 
must  pass  much  of  the  trade  and  nearly  all  the, relation  to  the  internal  commerce  of  the  United 
travel  between  the  countries  and  cities  situated  on  jSutes.  Its  position  at  the  South-west.^'rn  limit  of 
both  shores  of  the  Northern  Atlantic  and  the  j the  unrivalled  navigation  of  thegr.-at  lakes  and 
Eastern  coast  of  Asia,  and  which  must  afford  a:i  jthe  outlets  therefrom  to  the  Atlantic,  and  the  \.-u.t 
imount  of  business  and  revenue  to  the  road,  ex  lai id  very  fertile  region    commercially  dei>endeat 


ceeding,  probably,  at  first  what  may  be  furnished 
to  it  from  the  other  sources  within  om*  own  bor- 
ders. "   -     .     '■■  ■ 

The  Eastern  portions  of  Asia,  Including  Chin, 
and  Japan,  aiid  countries  adjacent,  which  ar 
known  to  contain  a  population  of  many  millions  i 
.m  ;idvanced  stage  of  civilization,  in  a  conditio 
lo  furnish  a  very  profitable  commerce,  a  commcrc 
vhlch  has  greatly  enriched  all  that  have  hithori 
participated  in  it,  are  situated  from  three  thousan 
to  seven  thousand  miles  only  from  our  Pacifl' 


.liion  it  at  the  West,  a  region  which  Is  rapidly  fili- 
ng up  with  a  population  unsurpassed  for  iiiU.-lli- 
icnce  atjd  enterprise,  give  a««>urance  of  its  liecoin- 

>g  ultimately  the  groatcst  of  the  very  large  and 
I  nirishing  inland  cities  of  our  Union,  and  as  such, 
/ould  justify  a  departure  to  a  certain  extent  fr^m 
lie  direct  course  of  the  proposed   road,  even  if 

■jero  were  no  other  reasons,  sucli  <is  have  alruady 

een  stated,  for  such  a  deviation. 
From   the  city  of  Chicago  lines  of  r.-ulroad  by 

cry  direct  routes  arc  either  already  built  or  in  a 
gourde  of  construction,  leading  to  all  the  promioent 
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cities  named  and  others  on  the  Athuiiic  Sf aboard, 
anJ  hence  tJiere  is  no  occasion  for  any  further  no- 
tice of  this  portion  of  the  route. 

Tho  oily  of  Chicago  is  distant  from  the  straits  of 
Do  Fiica,  in  a  diix'ct  line  1762  miles,  as  coinimted 
f  om  tlic  latilules  and  longitudes  of  the  two 
l>J;ic  -s.  This  line  is  represented  upon  the  accom- 
panying map.  and  a|>pears  as  a  cnrvLd  line,  cross- 
ing the  Missouri  river  in  lat.  4C°  N.  nearly  and  pass- 
ing to  the  north  of  ihe  Oreat  Falls  ou  that 
rivpr. 

In  examining  the  position  of  this  line  it  will  be 
seen  that  a  principal  obstacle  to  the  attainment  of 
a  direct  route  for  a  railroad  between  tlie  points 
nameJ,  is  tho  prolong.ition  to  the  North  and  East 
of  the  chain  of  mountains  known  as  the  Wind 
river  or  Black  moinitains,  which  extend  from 
ne-ip  the  South  I'ass  of  the  Rocky  Muuntains 
North-easterly  between  the  Yellow  Stone  and  Mis- 
souri rivers  to  near  the  latitude  of  48°  N.  and  thus 
cause  the  great  bend  in  the  direction  of  the  latter 
river  in  its  conrse  to  the  ocean  in  the  latitude 
named. 

f  here  are  other  obstacles  which  are  also  of  a 
serious  character  on  the  direct  course. 

These  are  the  crossings  of  the  Mississippi,  Missou- 
ri, and  Yellow  Stone  rivers,  where  they  arm  navi- 
gated by  large  boats  ;  the  range  o(  mountains  be- 
tween tho  Y'ellow  Stone  and  Upper  Missouri,  and 
the  more  broken  and  unfavorable  char.iCter  of  the 
surface  generally  from  the  Mississippi  river  to  the 
Rocky  Mountains.  These  latter,  which  lie  beyond 
the  sources  of  the  Missonri,  present,  as  will  be 
seen  hereafter,  under  a  slight  deviation  from  a  di- 
rect course,  no  very  serious  obstacle  to  the  passage 
of  a  railroad.  I 

The  chain  of  V/ind  river  and  Yellow  Stone 
Mountains,  and  tho  other  principal  obstacles 
uamed,  arc  all  entirely  av(>idcd  by  carrying  the 


The  Rocky  Mountains,  instead  of  being  a  lofty  I  The  leiigtb  of  the  rouU-,  as  above  described, from 
chsin  of  uniform  or  nearly  uniform  elev  iii.jn  ex- '  the  city  of  C'licago  to  the  Pacific,  is  estimated  as 
tending  fiom  the  Mexican  Andes   north^vard  to  |  follows,  vi.: .  ■. 

the  Arctic  seas,  appear  upon  examination  to  be  '     '«--|^».c        •'      '^  ^      Mil'?. 


arranged  in  a  series  of  groups,  similar,  although 
on  a  very  much  larger  scale,  to  the  White  Moun- 
tains of  New  Hamp.shirc.  or  iheAdirondacks  of  New 
York.  In  elevation  their  highest  peaks  within  the 
limits  of  tlie  United  States,  arc  equalled,  it"  not 
surpassed,  by  those  of  another  and  par.nllel  range 
lying  nearer  to  the  Pacific,  and  known  as  the  Sier 


In  Illinois. 


10 


In  \v isconsin 5^00 

In  Minnesota 620 

In  .Missionri  territory 42') 

In  Washington     do •    -o^JO 

Total....  ...J....  ....  .;v.'..V. I960 

Of  this  distance  nine  hundred  and  ninety  miles 
ra  Nevada  and  Cascade  or  President's  range  of;  or  about  one-half  of  the  whole,  are  embraced  un- 
Mountains.  I  der  existing  acts  of  incorporation,  gianted  by  the 

Within  the  limits  of  the  United  States  are  two  j  several  states  and  territories  for  the  construction 
very  marked  depressions  in  the  range  of  Rocky  i  of  a  railroad  on  the  proposed  route  as  follows: 
Mountains.     One  where  the  sonices  of  the  river!      The  portion  in   Illinois  is  included  in   the  ch.ir- 
Oila  Hela  approach  tho  waters  of  the  llio  Grande  i  ter  of  the  "  Illinois  and  Wiscovfin  Railroad  Covi- 


Del  Norte,  near  the  Mexican  boundary,  the  oilier 
at  the  place  already  named  between  the  sources  ol 
the  Missouri  and  the  Columbia. 

Between  tin  se  is  an  extended  group,  or  series  of 
mountains,  varying  in  height  at  difterent  p<>ints, 
and  divided  by  passes  into  lesser  groups,  from 
whose  slopes  flow  the  waters  of  the  Columbia, 
the  Colorado,  the  Rio  Grande  Del  Norte,  and  the 
Missouri  and  Missis.si[)pi.  The  mountains  which 
compose  this  immense  group  are  situated  upon  a 
plain  elevated  on  their  southern  and  eastern  side 
4000  to  5000  feet  above  the  level  of  the  sea,  and  on 
their  northern  and  western  side  from  2600  to  4000 
feet  above  the  same  level. 

The  Mount  Washinirion  of  the  northeni  section 
of  this  group  is  Fremont's  Peak  near  the  South 
Pas"«,  so  called,  rising  to  the  height,  according  to 
the  nie.isuremcnt  of  the  explorer,  from  whom  it 
takfs  its  name,  ef  1.3,670  feet  above  the  ocean  lev- 
el. This  and  the  Throe  Tetojis  and  tho  Tiire.e 
Buttcs,  are  the  most  noted  i»oints  in  thi^  portion 
of  the  series.    All  of  them  being  visible  to  travel- 


route. 

From  these  elevated  jx/nits  proceed  ranges  in 
VA'ious  dire< tions.  The  Boar  mountains  to  th< 
so  ith.  The  Greon  River  monntains  forming  the 
main  range  or  Rooky  mountains  proper,  to  the 
.south-east.  The  Wind  River  and  Black  mountain 
chain  to  the  north-east.  The  Salmon  river  moun- 
tains to  the  west,  the  Kooskool.skie  mountains  to 


the  niain  range  to  the  place  of  general  depression, 
which  i^  in  a  line  nearly  with  the  vallios  of  the 
Upper  Missouri  and  Clarkes  branch  of  the  Colum- 


)ine  direct  from  Chicago  lo  tho  Great  Bend  of  lors,  by  the  South  Pa^ss,  for  some  distance  along  their 
the  Mis.souri,  above  mentioned,  a  departure  from 
the  direct  eonrse  which  will  not  very  much  in- 
crease the  distance,  and  which  is  fully  compenra- 
ted  for,  irrespective  of  it^  sniieriority  from  the  cir- 
cumstances named,  by  the  greater  facilities  which 
the  country  atfords  foi  the  construction  of  a  rail- 
road in  the  supply  of  timber  and  other  materials, 
and  in  the  opportunity  afforded  for  a  connection 
by  a  branch  railroad  with  the  West  ei;d  of  Lake 
Superior,  and  through  that  with  the  chain  of  in- 
land waters,  of  which  that  lake  forms  a  [la:  t. 

From  the  Great  Bend  of  the  Missouri  the  route 
proposed  is  along  the  Northern  side  of  that  river 
to  one  of  several  Passes  which  are  known  to  exist 
between  its  sources  and  thocje  of  the  Flathead  or 
Clarks  branch  of  the  Columbia  river,  and  thenee 
along  the  valley  of  Clarks  river  .nnd  of  the  Colum- 
bia to  some  point  in  the  vicinity  of  Fort  Okanagan. 
Here  the  jiroposed  route  leaves  the  Columbia,  and 
.'ifter  surmounting  the  elevated  ground  which 
forms  the  Northern  extremity  of  ihe  Cascade  or 
President  s  range  of  Mountains,  terminates  at  ihe 
desired  point  on  tho  Pacific. 

To  return  to  the  Rocky  Mountains.  These 
mountains  which  separate  tho  waters  of  the  Atlan- 
tic from  the  Pacific  do  not,  at  the  place  proposed 
lor  crossing  them,  po.sscss  the  formidable  charac- 
ter as  mountain  barriers  which  pertain  to  them  in 
other  places.  They  are  here  very  much  reduced 
in  height,  and  are  penetr.ited  by  Passes  or  defiles 


pany."  That  in  Wisconsin  in  the  charter  of  the 
'' Rock  River  Valley  Union  Railroad  Company  ;" — 
and  that  through  Minnesot;i  in  the  charterof  tho 
"Minnesota  Western  Railroad  Company.'' 

The  portion  of  the  lino  in  Illinois  is  located  and 
under  contract.  Forty  miles  of  it  are  graded,  and 
twenty-five  miles  of  track  have  been  laid  from 
Chicago  west,  and  a  considerable  expenditure  has 
been  made  for  equipments.  The  company  will 
soon  commence  the  business  of  transportation  and 
the  road  will  be  completed  to  the  Wisconsin  line 
by  the  first  day  of  July  ncx.t. 

Of  the  portion  in  Wisconsin,  fif^y-flve  miles  arc 
located  and  under  contract,  and  the  grading  is  in 
progress  at  various  points.  This  portion  passes 
through  Janesvillo  in  the  Rock  River  Valley,  the 
principal  town  in  the  interior  of  the  state,  and  ex- 
tends to  Madison  tho  capital  of  tho  state.  This 
portion  will  also  be  completed  by  the  first  day  of 
July  next. 

It  may  not  1)3  improper  to  state  here  that  the 
same  company  aro  authorised  to  construct  a 
branch  from  Janesvillo  northerly  along  the  Rock 
River  Valley  to  Lake  Superior.  This  branch  is 
now  under  contract  and  buildiiig  to  Fond  du  Lac, 
on  the  Winnebago  Lake,  eighty-six  niilcii  from 
Janesvillo.  Forty  miles  of  it  are  graded,  and  the 
track  laid  for  half  that  distance,  and  transporta- 
tion has  already  been  commenced  upon  it. 

This  branch,  when  completed,  will  extend  to  tho 
cop[>or  region  of  Lake  Superior,  and  connect  with 


tho  north-west,  and  the  continuation  northerly  of  the  navigation   of  that  lake,  ;.nd  as  it  passes 


through  a  rich  and  productive  portion  of  the  stAte 
will  eventually  do  a  large  business. 
From  Madison  on  the  main  line,  northwesterly. 


bia, — a  depression  which  may  be  considered  as ;  surveys  have  only  been  carried  a  short  di.stanco 
extending  through  three  or  four  degrees  of  lati  beyond  the  Wisconsin  river.  For  the  remaining 
tnde,  since  within  those  limits,  no  les.?  than  five  distance  to  the  Minnesota  line,  tho  ground  has  nor 
passes  are  known   to  exist,  from  such  parti.il   ex- 1  yet  been  instrumentally  examined,  willi  a  view  to 


plorations  only  as  have  thus  {-at  been  made. 

In  proceeding  north  beyond  tho  latitude  of  for- 
ty-nine or  fifty  degrees,  the  mountain  chain  again 


the  location  of  a  railroad.  Measurements  for  other 
purpo.ses  have  however  been  made,  sufficient  to 
show  its  general  character  and  that  two  routes  at 


rises  attaining  its  highest  elevation  in  the  Caledo- '  least  exist,  either  of  which  are  very  Jiivorable  for 
nia  group  in   British   north  America,   in  latitude }  tlic  purpose.  .  T    '    ;  .,      ,     .  -    V,    -i: 

fifty-three  or  fifty-five  degrees  north,  near  which  In  Minnesota  a  survey  or  reconnoisanco  has 
are  found  the  lofty  pe.iks  of  Mt.  Hooker  and  Mt.  been  instituted  under  the  late  Act  of  Congress, 
Brown,  the  former  1.5,700  feet,  and  the  latUr  16,- 1  making  an  appropriation  for  the  e.\ploration  oi' 
0<)0  feet  above  the   level  of  tho  sea.    Gathered  |  several  rout«^s  for  the  Pacific   road.     These  sur- 


about  these,  or  issuing  from  them  arc  other  »eaks 
and  ranges  forming  the  series  or  group  from 
whence  flow  the  waters  of  tho  north  branch  of  the 


veys  for  the  lino  iu  question  arc  under   the  direo 
tion  of  Governor   Stevens  of  tl.o  new  territory  of 
Wiishington,  who  will  continue  his  reconnol-ance 


which  are  evidently  very  feasible  for  a  railroad.,  Saskatshawan  on  tho  east. 


Columbia  and  Frasers  river  on  the  west,  McKen-jto   the   Pacific   upon  the  route  of  the   proposed 
zies  river,  on  the  north  and  Peace  river  and  thei  road. 

I     Tho  vUarte:  in  Minnesota  is  a  very  liberal  one 


'^  V*.-   ~7^'     "  r    '    ,'*■  rrr,r^-p^  ~^jr^^\^-^^ 


T"-i-^" 


-r't--.:       f.-.  •". 


AMERICAN    RAILROAD    JOURNAL. 


707 


It  secures  to  Uie  compiiuy  all  lands  which  may  be 
graiited  by  congress  in  aid  of  the  road  within  the 
limits  of  the  territory,  without  further  action 
on  the  part  of  the  r^overnnKntof  the  tfvritory,aiKl 
is  held  l>y  the  s;tmo  parties  who  are  eiig;»j;<il  iu 
constructins:  the  lines  in  Illinois  and  Wisconsin. 

The  coinpanios  in  tile  two  l.Ttter  states  have  en- 
tered into  an  agreement  authorised  by  their  res- 
pective oliarters  to  consolidate  and  bring  them  un- 
der one  common  management,  and  a  similar  ar- 
rangement is  to  be  entered  into  with  the  company 
in  Minnesota,  as  soon  as  an  orj^auization  is  effect- 
e<l  in  that  territory. 

The  road  in  Illinois  and  Wisconsin  is  being  built 
with  the  wide  gauge  of  six  feet,  the  only  proper 
gauge  for  a  road  of  the  character  of  the  one  in 
question,  and  indeed  the  only  suitable  gauge  for 
a  road  which  aspires  to  be  of  the  first  class,  and 
expects  to  maintain  henafter  a  resi)ectable  posi- 
tion in  the  competition  which  will  necessarily  ex- 
ist between  works  of  this  character  in  the  states 
and  territories  of  the  West.  Arrangements  for  har- 
bor accommo.lations  and  necessary  depot  grounds, 
in  the  city  of  Chicago,  and  at  the  west  end  of  lake 
Superior  and  elsewhere  have  been  made,  and  are 
on  a  scale  commensurate  with  the  importance  and 
ma^iitude  of  the  work. 

The  population  along  and  near  to  Iho  located  por- 
tion is  already  large  and  is  very  rapidly  increas- 
ing. Irrespeclive  of  the  continuation  to  the  Paci- 
fic, the  imiKirtano.'  of  the  .'several  lines  named  in 
Illinois,  Wisconsin  and  Minnesota,  to  accqm- 
moilate  the  region  of  country  lying  west  of  the 
Great  Lakes,  is  such  as  to  i)lace  them  in  the  very 
first  class  of  main  trunk  roads. 

D'-S':'-lplion,  of  tht  Proposed  Route. — CTmradrr  of 
the  surface,  and  estimate  of  cost. 

The  general  topographical  view  which  has  been 
proicuted  of  the  country  for  the  entire  distance 
from  Chicago  to  the  racific,  although  sufhcienl 
jjerhaps  to  show  the  probability  of  a  favorable 
route  for  a  railway  being  obtained,  is  not  complete 
enough  in  its  details  to  furnish  the  requisite  data 
for  arriving  at  a  satisfactory  conclusion  in  respect 
to  il.s  gradients  and  cost,  and  other  circumstance* 
important  to  inspire  confidence  in  an  enterprise  of 
so  great  magnitude. 

Fortunately  the  jnl'onualion  which  is  wanting, 
is  denvablo  from  various  sources  to  a  degree 
which  leaves  no  doubt  of  the  general  character  of 
the  proposed  route,  both  in  respcc:  to  its  probable 
cost,  and  to  its  efiiciency  for  the  purposes  desig- 
nated, and  also  in  rcferenceto  its  superiority,  when 
compared  with  other  lines  or  routes  which  have 
iK-en  proposed  for  efiecling  the  same  object. 

Tlie  el'  vation  of  Lake  Michigai)  above  the  sea 
level  is  j^laced  by  most  writers  at  578  feet  or  thir- 
teen feet  only  higlier  than  Lake  Erie,  which  is 
known  to  be  565  feci  by  several  Imes  of  levels  Ciir- 
ried  to  the  tide  water  of  the  Hudson. 

The  estimated  difference  of  thirteen  feet  is  prob- 
ably somewhat  less  than  the  actual  dilllrcnce. 
The  error,  if  any,  is  not  important  to  tliis  enqui- 
ry-  -;  /  ■■:,..■  .      ■..-■.„. 

Between  Lake  Michigan  and  the  Mississippi 
liver  the  surface  of  the  coumry  although  consider- 
ably varied  has  no  very  marked  features  produced 
by  any  vtry  great  diflerence  in  elevation  of  its  sev- 
eral portions. 

L^^ham  ia  bis  work  on  Wisconsin,  slates  that 


"there  are  no  mountains,  properly  8T>eakiDg  in 
Wisconsin,  the  wliole  being  one  v.ast  plain  varied 
only  by  the  river  hills  and  the  gentle  swells  or  un- 
dulations usually  denominated  rolling.  This  plain 
lies  at  an  elevation  of  from  six  hundred  to  fifteen 
hundred  feet  above  the  level  of  the  ocean.  The 
highest  lands  are  those  forming  the  dividing  rid^e 
between  the  waters  of  Lake  Sni)eriorand  the  Mis- 
sissippi. From  this  ridge  there  is  a  gradual  des- 
cent to  the  south  a!i(l  south  west."  This  gradual 
decline  of  the  general  sui  face  of  the  country  is 
conliiuiod  far  down  into  Illinois.  The  portion  of  it 
from  the  latitude  of  Green  B.ty  south  is  much  of  it 
piairie,  but  there  is  both  in  northern  Illinois,  and 
southern  Wisconsin  an  ample  supply  of  limber  of 
the  best  description  for  railroad  purposes,  consist 
ing  principally  of  oak,  of  which  the  white  and  bun- 
oak  is  the  most  abundant.  Pine,  of  which  then- 
is  a  large  supply  in  northern  Wisconsin,  is  not 
found  in  the  southern  part  of  the  state  or  in  Illin- 
ois. 

Messrs.  Foster  and  Whitney  in  their  description 
of  the  country  south  of  Lake  Superior,  represent 
the  line  of  .summits  which  separate  the  Mississipin, 
and  yt.  Lawrence  system  of  waters,  as  being  near 
Lake  Superior,  an<l  elevated  about  ISOOfeet  above 
ihe  sea.  This  higher  region  is  i>rimitive  in  its  fbrm;i- 
tion,  a  character  which  does  not  attach  to  any  ix)r- 
tion  of  the  country  in  Illinois  or  Wisconsin  travers- 
ed by  the  line  of  the  j)roposed  r.ailroad. 

From  Chicago  to  Janesville  and  Madison,  the 
capital  of  Wisconsin,  125  miles,  the  road  as  locat- 
ed, is  as  near  to  a  direct  line  as  it  is  possible  fo 
jjlace  it,  and  differs  in  length  only  a  fraction  of  a 
mile  from  a  pirfectiy  straight  line. 

The  maximum  gradient  on  this  portion  is  forty 
feet  in  one  direction  and  30  feet  in  the  other.  TIjc 
average  rise  and  fall  fur  the  cutiic  line  l>eing  only 
IG  feet  per  mile. 

From  Madison  to  the  Wisconsin,  or  La  Belle 
river,  the  preliminary  survey  civeg  forty  feet  i>er 
mile  as  the  maximum  grade. 

The  Wisconsin  river,  which  is  navigable  to  the 
Mississippi  near  the  points  of  crossing,  is  772  feel 
above  the  ocean  level.  If  cross»d  at  an  elevation 
of  90  feet  abov»'  highest  water  to  enable  the  class 
of  steamers  navigaliug  it  to  pass  underneath,  which 
is  practicable,  as  the  banks  on  both  sides  are  in 
many  places  sufliciently  elevated  and  bold  for  the 
puq)ose,  the  grade  line  will  be  elevated  eight 
hundred  and  cigiUy-two  feet  nearly  above  the  sea. 
Distance  from  Madison  2o  railcf?. 

From  the  Wisconsin  river  to  t!i 
Prairie  La  Crosse,  the  distance  is  estimated  at  92 
miles.  The  grciuud  between  these  points  rises  to 
an  elevation  of  about  thirteen  hundred  feit  above 
the  sea.  Recent  examinations  show  a  depression 
at  one  point, between  the  Lomonweir  and  La  Crosse 
rivers,  200  to  300  feet  lower.  A  preliminary  survey 
extending  one-half  of  the  distance,  gives  for  the 
maximum  grade  40  feet  per  mile  and  it  is  quite 
certain  there  need  be  no  gradient  exceeding  that 
amount  for  the  remainder  of  th  distance  to  the 
Mississippi. 

At  La  Crosse  the  elevation  of  the  line  is  700  feet 
nearly  above  the  ocean  level.  From  thence  along 
the  eastern  shore  of  the  Mississippi  to  the  head  of 
the  Falls  of  St.  Anthony  the  rise  is  about  120  feet 
the  estimated  elevation  of  the  line  at  that  place 
being  820  feet. 

From  the  sources  of  the  Lemon wier  river,  the 


line  instead  ofdesceuding  to  the  Mississippi  at  La 
Crosse,  may  be  carried  along  the  table  land  of  the 
interior,  where  the  cost  of  construction  may  be 
less  but  the  line  will  be  more  undulating  and  dis- 
tance about  the  same.  This  line  if  adopted  rauFt 
be  placed  far  enough  from  the  river  to  avidd  tho 
ciiukes  or  bassitrrs,  as  the  deep  ravines  are  some- 
times called,  which  characterise  the  vallies  of  the 
several  tribut-aries  of  the  Mis.sis.sippi  ia  the  vicini- 
ty of  the  latter  river  throughout  the  entire  dis- 
tance in  question.  Upon  this  route  the  line  will 
necessarily  approach  the  Mississippi  at  the  mouth 
of  the  La  Croix  river,  the  western  boundary  of 
Wisconsie  and  from  hat  point  to  the  Falls  will  be 
in  the  vicinity  of  the  Mis.si$sippi  river,  pasting  like 
theoiherline  through  St.  Pauls  tlie  capital  of  Min- 
liesota,  a  point  named  in  the  charter  through  that 
territory. 

Upon  the  river  route  from  Madison  to  La  Crosse 
the  surface  is  probably  more  broken  and  diffieult 
than  for  the  same  distance  from  Madison  on  the 
interior  route,  but  on  neither  are  there  any  diffi- 
culties or  obstacles  of  a  very  serious  nature,  such 
as  are  of  frequent  occurrence  ujwn  railways  in  the 
eastern  states. 

From  La  Crosse  to  the  Falls  of  St.  Anthony  the 
line  occupies  a  itosition  ui>on  the  east  bank  of  the 
Mississipi>i,  a  distance  estimated  at  one  hundred 
and  forty-five  miles.  In  this  distance  are  many 
high  bluffs  of  limestone  and  sand-rock  forming  a 
striking  feature  in  the  scenery  of  that  part  of  the 
river.  These  wall-like  clifis  have  in  general,  to- 
wards their  bases,  a  gradual  slope  to  the  water, 
f.irniid  by  fragtncnts  of  rock  and  earth,  detached 
from  the  precipice  above,  the  accumulations  of 
ages,  aflbrding  iu  connection  with  the  charactei  of 
the  rock  and  of  the  river,  facilities  for  the  con- 
struction of  a  railway  far  greater  than  are  usually 
met  with  on  roads  similarly  situated  in  other  sec- 
tions of  the  country,  and  much  less  expensive  than 
the  roads  now  in  operation  in  the  vallies  of  the 
Hudson,  the  Delaware  or  the  Susquehannah.  Up- 
on this  line  no  gradient  higher  than  20  or  25  feet 
per  mile  will  be  requin-d,  along  the  river  a  feature 
favorable  to  its  adoi)tion,  provided  it  is  equally  eli- 
gible in  other  res[»erts. 

A  better  jwint  than  the  Falls  of  St.  Anthony 
cannot  be  selected  for  crossing  the  Mississippi  riv- 
er with  the  proposed  railroad.  One  nearly  as  good 
may  perhaps  be  found  at  some  one  of  tho  Rapids 
above,  if  it  shall  be  deemed  advisable  to  coutinuo 
the  line  farther  up  on  the  ea>t  side  of  the  river. 

The  Falls  of  St.  Anthony  are  at  the  h  ad  of  nav- 
igation on  the  Missi^si|>pi  for  the  laigest  class  of 
boats.  The  descent  of  the  river  at  these  falls  is 
51  feet  of  which  about  eighteen  or  twenty  feet  is 
perpendicular.  The  river  at  the  Falls  is  divided 
into  two  channels,  by  an  island  which  is  three  huu- 
dred  feet  wide.  Tho  channel  on  the  eastt-rn  side 
is  CjI  feet  in  width,  and  on  the  west^-m  930  fvct 
making  the  eniiro  distance  from  shore  to  shore 
across  tlje  island  1881  feet. 

From  the  Falls  of  St.  Anthony  the  direction  of 
the  line  is  such  as  to  keep  it  within  the  im- 
mediate vicinity  of  the  Mississippi  for  a  distance 
of  60  to  70  miles.  In  this  distance  the  valley  is 
more  open,  and  the  road  can  be  constructed 
probably  at  less  cost  than  along  the  vallev  bel.  w. 

The  river  then  bears  to  the  North  to  where  it 
finds  its  sources  in  the  Hauteurs  des  tcrres  or  pine 
covered  table  lauds,  which  separate  its  Waters  fi-on 
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tboot.  oi  tiic  Kcd  Kivtr  ol  ihe  .Nurlli,  auU  wtiicii 
are  tltjvaied  1,000  to  1,70U  left  abovo  the  level  oi 
the  nea. 

Tiaso  lieij;l)ts  are  crossed  liy  the  proposed  line  a 
litlie  to  the  North  ol'  where  the  general  level  ol 
the  plateaa  rutes  to  meet  the  higher  elevation  ol' 
the  Cokuu  tics  Prairus,  which  are  situat'.'d  between 
the  waters  of  the  river  i*t.  I'eiers  and  the  river 
Jiicqucs.  and  which  are  elevated  in  latitude  40° 
N.  -,UOU  feet  nearly  above  the  level  of  the  sea. 

Tho  elevation  of  the  giound  therefore  at  the 
summit,  over  which  the  line  passes,  is  probably 
1,700  feet  or  thereabouts,  uialcing  from  the  Falls 
of  St.  Anthony  an  a.scent  of  about  0(X)  feet  only, 
the  most  of  which  iu  to  bo  overcome  in  a  distance 
of  one  hundred  miies,  cstimutiug  from  the  place 
where  the  line  leaves  tho  vicinity  of  the  M  is-iissippi 
river  as  above  desciibed. 

The  view  from  the  highest  part  of  the  Coleaii 
des  prairies  is  dcbcribed  by  Nicolet  as  "  most 
beautiful,  overlooking  the  immense  green  turf  ol 
the  valley  of  the  lied  Kiver  of  the  North,  and  ol 
the  forcbt  caj  l»ed  sunmiils  ol  the  J/uutevrs  des  ter- 
ns that  surround  the  sources  of  the  Miississippi, 
aud  the  granite  valley  of  the  xipper  St.  reters." 

The  elevations  above  given  of  the  country  after 
leaving  the  Wisconsin  river  are  derivtt<l  mainly 
f.om  baromclriral  meaburvmeuls  made  by  1.  N. 
Nicolet,  while  exploring  under  the  direciion  of  the 
War  department  m  the  years  18;iO-7-8  aud  D,  the 
Tallies  ol  the  upper  Misaiabippi  and  MiHSouri,  and 
the  country  between  them  and  the  Kcd  Kiver  of 


tent  of  vision,  aud,  «x>.epLUig  the  margins  of  tit 
river  and  those  of  its  tributary  stnams,  which  ar 
fringed  with  trees  and  bhrubbery,  there  is  ver;, 
little  to  interrupt  the  simplicity  and  uniformity  oi 
the  scenery  :  scarcely  is  there  an  undulation   t< 
variegate  the  prospict."     The  trees  which  fring 
the  water  courses  consist  of  "  several  varieties  o 
oak,  white   and  red   elm,   linden,   grey  ash,  reo 
maple,  cotton  wood,  aspen,  hackberry,  iron  woo<", 
bornlK-am,  aud  white  and  red  ])ine."    Col.  Lou^ 
saw  no  rock  in  place  in  the  whole  extent  of  th> 
Red  Kiver  valley  from  its  source  to  Fembiua  ai 
the  national  bouudary. 

M.  Nicolet  speaks  of  the  "  vast  and  magniflcen; 
valley  of  the  lied  River,  sjHeading  itself  in  an  ai 
uiost  insensible  slope,  to  tlie  East,  to  the  North, 
aud  to  tho  8outh,  and  bounded  only  by  th> 
horizon."  He  describes  the  Shaven  branch  a^ 
navigable  for  cauoes  to  near  Devils  Lake  "  il.- 
bauUs  well  wooded  "  aud  as  being  "  conspicuou. 
by  the  dense  green  foliage  of  its  shores."  Its  val- 
ley aud  that  of  the  mam  river  "  possesses  a  fertin 
soil,  oHeriu^  many  iuduuementti  to  its  settle 
meut. ' 

From  the  Shayen  branch  the  ground  risch 
very  gradually  to  the  plateau  of  the  coieau  du  Mis- 
souri, the  highest  ))ari  of  which  it  attains  in  •• 
distance  of  about  eighty  miles.  Its  elvvation  ai 
luis  point  above  the  oceau  is  assumed  at  '2,^\K 
feet. 

Farther  south  m  lat.  45°  N.  ncvrly,  the  elevatioi. 
of  this  plateau  was  a»c;.riained   by  Nicolet  to  U 


the  North;  measuiements  which  appear  to  have  -,U'o  llct.  Jls  appeal ance  at  that  iwint  is  de- 
been  made  with  much  care  aud  skill,  and  which  seribi.d  as  that  of  a  "green  plain  bouiided  only  b) 
have  been  found  to  bo  very  correct  so  far  as  they  tb«  horizon,  and  presenting  a  smooth  suiface."— 
have  been  tested  by  others  since  made.  Faither  north  in  the  direction  of  the  pioposed  lim 


The  descent  of  the  Red  River  from  lake  Tra- 
rerse  to  lake  WiuniiKg,  where  it  is  85o  feet  above 


for  the  road,  it  is  descrit>ed  as  a  "  hign  ury  roiling 
prairie"  presenting  but  few  "inequalities  of  sur 


the   sea,  is  estimated  by  Col.  Long,  at  200  feet,  lace  "  tnroughoui  iis  entire  estenl  and  having  »». 

and   as   the   distance  is  600  miles,   the   average  elevation  but  little  diUeront  fiora  the   Coicau  ae,-. 

descent  it  one-thiid  of  one  foot  per  mile,  which  i*ruinr.s,  both  presenting  the  highest  ground  tobi 

accjids    nearly  with   estimate    since    made    by  »'>u"il  between  Uie  Gull  of  viexico  and  Hudson's 


Mr.  Owen.  The  upper  portion  of  the  river  has  a 
descent  undoubtedly  greater  than  this.  The  river 
)H  navigable,  and  this  navigation  extends  across  to 
the  tJt.  Peters,  according  to  Col.  Long,  so  that 
cauoes  of  two  tons  burden  pass  Irom  the  waters  of 
the  one  to  those  of  the  other. 

The  line  as  proposed  crosses  tho  Red  River 
about  40  miles  below  lake  Traverse,  at  an  eleva- 
lioa  probably  of  about  1,000  or  1,100  feet  above 
the  8ea-lcvcl,  making  the  descent  from  the 
llauteurs  des  terres  to  the  place  of  crossingaboui 

700  feet. 

From  the  Mississippi  to  the  Red  River  the 
country  is  rolling,  the  surlace  not  b«iug  suliicient- 
ly  varied  to  Lave  any  very  strongly  marked 
features,  and  like  the  valley  of  tne  Mississippi 
below  is  well  supplied  with  limber.  | 

From  the  Red  River  to  the  last  eri-ssiiig  of  the 
Shayeii-oju  or  main  west  branch,  a  disiance  of 
about  50  miles  the  line  continues  on  ground, which 
if  uyt  entirely  level  has  a  remarkably  even  sur- 


Uay  west  of  the  Great  Lakes. 

From  the  va.ley  of  the  Sliayca  river  to  thi 
Mis-suuri  a  disiauco  of  lUO  miles  the  count,  y  is 
destitute  of  timuor,  being,  it  would  seem,  the  oi.- 
iy  portion  of  any  veiy  great  extent  on  the  eniire 
line  to  the  Faciuc  not  supplied  v.ith  that  article. 
Over  this  vast  prairie  i>la  n  the  bison  aud  the  elk 
still  roam  iu  immense  numbers. 

The  highest  point  on  the  Missouri  river  where 
barometiical  measurements  were  made  by  Nicolet 
w;is  at  Fort  I'ierre  iu  lat.  44^3°  N.  many.  This 
point  he  lound  to  be  1460  feet  above  the  sea.  It 
is  situaieil  by  his  estimate,  which  diiiers  but  littie 
from  11. at  of  Le« is  a.jU  Claik,  liJoO  miles  by  ihe 
liver  fii>m  tue  mouih  of  the  Missouri. 

Tne  mouin  of  the  M.ssouri  as  deiivcd  from  the 
known  eleVHtiou  of  LuKe  Krie,  via  the  Wabash 
Canal,  and  the  surv.  ys  oa  the  Onto  a  id  Mi.-»sissippi 
lai.road  is  obOlect, Ueariy, aoove  the  Hutlsou  liver 
at  Aliany,  N.  Y.  . 

The  mouth  of  tlic  Katizas  river  382  miles  above 


mile,  aud  th.it  above  for  b'66  miies,  only  three. 
I'urths  of  one  foot  per  mi!e. 

Although  M.Nicoletfinds  th'' elevation  of  thoMis- 
-uuri  at  Fort  Pierre  to  bo  14oti  f.  ct  yet  in  oi-dcr  t'^ 
:over  any  error  likely  to  occur  from  mta^uremeuti 
uade  with  the  baiometcr,  this  amount  will  be  in- 
leased  to  1500  feet.  This  is  believed  to  be  an 
imple  allowanee  in  view  of  the  fact  that  the  inor.- 
••cent  me;t.suremonts  of  Mr.  Owen  on  the  Mia.»is- 
ippi  give  results  upwards  of  100  feet  lower  than 
hose  obUiined  by  M.  Nicolet,  owing  possibly  in 
lart  to  too  low  an  estimate  of  tho  level  of  Lake 
juperior.  f         ,  ,- 

Retwt-en  Fort  Pierre  and  tlie  mouth  of  the  Yel- 

owstone,  the  channel  of  the  river  appears  to  liavi- 

I  less  iuclinatiou  on  the  average  than  it  has  below 

:he  former  point.     This  is  inferred  from  the  time 

nade  by  boats  ascending  aud  descending.      The 

orce  ol  tho  current  offering  less  resistance  to  the 

ascent  of  boats,  on  the  portion  from  Fort  Pierre 

lorth  to  the  Yellowslonc  than  upon  the  portion 

->elo\v.  The  Journals  of  Lewis  and  C  lark  and  of  Cul- 

'>ertson  are  evidence  on  this  In  ad.     As  this  dif- 

erence  may  be  duo  in  part  to  other  causes  than 

:hat  of  a  diminished  inclination  of  the  channel, 

the  descent  for  this  portion  will  be  estimated  at 

line-tenths  of  a  foot  i)er  mile,  which  for  bOO  miles 

ijives  the  elevation  of  line  of  the  road  at  the 

iuouth  of  the  Yellowstone  2,040  feet.  * 

This  will  appear  to  be  a  liberal  estimate  iu  view 
jf  the  remark  made  by  Lewis  and  Clark  when  op- 
(K>site  the  mouth  of  tho  Little  Misaouri,  that  "  tho 
iver  c</»Zanies  wide  aud  of  about  the  same  velo- 
city with  the  ordinary  current  of  the  Ohio."     The 
Uscent  of  the  Ohio  from  Pittsburg  to  its  mouth 
including  the  falls  at  Louisville,  averages  le.ss  than 
iix  inches  to  the  mile.     The  portion  from  Pitus- 
burg  to  Wheeliue,  88  miles,  has  an  inclination  of 
;J-10th  of  a  foot  per  mile ;   that  of  the  portion 
below  to  Cincinnati  is  only  six  inches  per  mile, 
^f  hile  that  below  Cincinnati  is  still  less  than  this. 
Tho  proposed  line  approaches  the  Jlissouri  river 
a  short  distance  below  Foit  Mandan,  at  a  point 
about  200  miles  below  the  Yellowstone.     It  will 
have  cousoquently  by  the  above  estimate  an  ele- 
vation  at  this  i)0int  of  about  1770  feet   nearly 
above  the  level  of  the  sea. 

Tho  valley  of  the  Missouri  at  this  plaoa  and 
below  is  described  as  a  va.st  jirairij  rising  very 
gradually  on  the  cast  side,  presenting  in  that  di- 
rection no  very  maiked  elevations,  llie  Co  eau  du 
M-ssouri  Ijeing  merely  in  the  words  of  Col.  Long. 
a  "  grand  dyke  which  prevents  tho  Missouri  from 
flowing  eastward,"  circumstances  which  in  con- 
nection with  the  fact,  that  the  Moose  river  branch 
-.f  the  Asiniboino  approaches  within  a  mile  of  the 
Missouri  river,  at  a  point  farther  west  a  ,d  is  ele- 
vated but  liMle  above  it,  show  very  conclusively 
that  the  Ciilean  tin  Missouri  do<.'s  not  incrcaso 
raiii"!i,  if  any,  in  altitude  north  of  the  latitude  of 
4Q°,  aud  that  it  is  quite  safe  to  assum-.-,  .is  has 
been  done,  the  elevation  of  the  line  of  the  road  at 
its  highest  point  between  the  Red  River  and  Mis- 


face,  being  described  by  Mr.  Owen  an  a  "  great  \  the  mouth  of  the  Mi.vsouri  is  303  feet  higher,   or  S"""  ^^  -.300  feet 


savanna  ,  -a  dead  level  plain",  "  the  channels  jOS3  feet  above  the  sea,  giving  lor  this  poriiou  of 
of  the  streams  being  formoil  by  excavations  in  the  i  the  Missouri  a  descent  of  7y2-IU00th  feet  i>er  mile, 
alluvial  depoaiie,  rather  than  by  any  depression  jFrom  the  Kanzas  river  to  Fort  Pierre,  the  a-<ent 
iu  the  surface  of  the  couulry  ",  a  formation  which  Is  773  foet  and  distAnce  by  the  river  8^7  miles. 


"extends  all  the  way  down  the  valley  " 


making  tho  descent  of  this  portion  871-lOOOth  feet 


Col.  Long  describes  it  as  a  "  broad  expanse  of  i  per  mile.  The  i>ortion  of  this  below  Council  Blulfs 
verdnut  prauK',  spreading  beyond  the  utmost  ex- !  has  an  iuclination  of  one  aud  one-sixth  feet  per 


So  low  is  the  ground  where  the  Moo^e  river  ap- 
proaches nearest  to  the  Missouri  that  it  has  bo.  n 

*  Since  the  above  Wiis  pini.ed,  a  letter  lioin  Gov. 
Stevt-ns  states,  that  the  MUsiMui  at  the  m«)Ul!i  of 
the  Yellowstone  is  1,100  to  l,2u0  feet  above  Fort 
Snelling.  This  would  give  for  the  mouth  of  the 
Yellowstone  1,850  to  2,050  fe«t  above  the  tea 
level. 
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])iu,»i3.  ti  l»  eXcavaltj  ii  ctiitimel  for  tlie  discliarg^ 
II  that  diivction  of  the  f*ur)»lu8  watcis  of  the  Mi- 
sourl  ill  times  of  Q-hA,  allowing  them  to  pass  u. 
northerly  into  Lak<'  AViiinipcg.     If  this  is  practi 
cable,  then  it  would  also  bo  p<jssible  to  construct ; 
CJiaal  from  this  point  to  Bigstone  Lake  on  the  S 
Pct^ra.. and  by  improving  the  navigati'm  of  th  is  rivfi. 
whicli  it  is  said  can  be  done  at  no  very  great  co>i 
a  very  direct  navi;rablc  route  may  be  obtained  i: 
connection  with  the  inirirovcinent  of  the  Fox  an 
Wisconhin rivers  in  Wisconsin, now  in  progress  froi 
the  Up;)er  Missouri  toL:»keMichig;in  and  thus  avoii 
the  tedious  and  dilficuit  navigation  of  the  low. 
portions  of  the  M'ssoiiri  river  :   or  otherwise,  th 
canal  may  be  continued  along  the  Haul  lerrcs  < 
the  Mississij'pi  and  connect  at  the  west  end  of  Lak 
Superior,  by  a  still  shorter  route,  with  tlio  navig;i 
tion  of  the  iake^i. 

Such  a  navigation  could  also  readily  Ik-  con 
nected  with  the  waters  of  the  Red  River  and  •• 
James  river,  both  of  whi(;h  it  is  said  are  suscepi 
ibltf  of  improvement  at  no  very  great  C(»t. 

From  where  the  line  of  the  proposed  road  meet 
the  Mo.,  to  the  Great  Falls  of  that  ris-er,  itoccupi- 
the  ffround  on  the  North  side  of  the  river,  at  n- 
greater  distance  from  it  than  is  necessary  to  preserv 
a  due  degree  of  directness  in  its  course.     The  va  . 
Icy  of  the  Missouri  on  the  Xoith  side  for  this  dir- 
taiice  is  mostly  a  plain,  with  the  .surface  not  great- 
ly varied,  its  fiatures  changing  somewhat  West  o 
the  Muscle!>h  11  river   between  that  and  Thoinp 
sons  river,  where  the  surface  is  more  broken  and 
the  bills  approach  nearer  to  tne  river. 

The  cliaractei  of  the  Missouri  from  the  moutl 
of  the  Yellow  Stone  to  that  of  the  Muscleshell,  u 
distance  following  its  course  of  330  miles,  as  des 
cribcd  by  Lewis  and  Clark,  is  such  as  to  warram 
the  conclusion  that  the  average  inclination  of  it 
surface  is  very  little  greater  than  the  portion  im- 
mediately below. 

The  quantity  of  water  flowing  in  this  portion  of 
the  river  must  be  considerably  less  than  in  the 
portion  below.  The  Yellow  Stone  is  the  largest 
tributary  of  the  Upper  Missouri,  draining  an  ex- 
tent of  country  equal  to  two  thirds  of  that  drained 
by  the  Missouri  itself  at  the  iwint  of  junction. 

The  dimensions  of  the  two  at  this  point,  a.< 
given  by  Lewis  and  Clark,  from  actual  measure 
ment,  are  for  the  Yellow  Stone  891  feet  in  widtb 
across  the  water  at  the  surface  and  twelve  feet 
deep  at  its  deepest  i)oint,  and  for  the  Missour 
990  feet  In  width  and  the  depth  greaU'r,  the  pre- 
cise de)ilb  of  the  latter,  and  velocities  of  the  cur- 
rent not  being  given. 

From  the  Muscleshell  river  to  the  Falls  of  the 
Missouri  a  disUmce  of  .310  miles  by  the  river,  th( 
current  is  on  the  average  more  rapid  than  upotr 
any  equal  portion  below.  Lewis  and  Clark  ascen- 
ded this  distance  with  their  boats  at  the  mean 
rate  of  about  thirteen  miles  per  djiy,  while  the 
average  below  was  17  to  18  miles  per  day.  The 
river  is  here  600  to  700  feet  wide.  The  most  rapid 
snd  difficult  portion  is  embraced  in  the  distance 
of  one-tnird  of  a  mile  only.  The  water  is  rai>id  ii' 
other  places,  but  not  to  the  same  dv  gree  as  j«i 
this.  From  one  foot  to  one  and  one-thinl  feet 
iwr  mile  as  the  maximum,  will,  it  is  believed,  hi  » 
liberal  estimate,  for  the  desc«.nt  of  the  river  from 
the  Falls  to  the  Yellow  Stone.  This  gives  lor  the 
elevation  of  the  line  r{  the  proposed  roaii  at  tbo 
foot  of  the  Falls  about  2850  feet. 


I      Tlie  character  of  tiie  porli>n  of  the   .Mi^soti 
alley  traversed  Ity  the  proposed  road  in  thus  d 
cribed  by  Lewis  and  Clark  : 
\pril  11 — "  Passed  low  timbcn-d  ground." 

"'  Itj — "  The  country  presents  the  .same  appo.T 
ance  of  low  plains  and  mea<lo.vs  bound 
cd  on  the  right  a  few  miles  back  b; 
broken  hills  which  end  in  high  but  fei 
tilo  land?,  the  quantify  of  timber  in 
creasing." 

"  18 — "  Country  presents  usual  variety  of  big 
lands  (probably  about  100  or  150  fee 
in  height,  see  memo.  May  31.)  into: 
.«persed  with  rich  plahis." 

"  21—"  Passed  Whitorarth  river."  (this  is  th- 
woiiK-rn  bonndarj'  of  Minnesota.) 

"  26—"  Arrived  at  Yellow  Htone,  wood  laf»<. 
and  limestone  near  by. ' 
May  o — •'  The  low  grounds  rn.uch  wider,  8om<  - 
times  extend  5  to  0  i  liles  to  high  laml- 
which  a~e  much  lower  than  hcrctsjfur. 
uot  Iwing  more  than  -V)  or  GO  feet  abov. 
the  low  plain." 

"  6 — "Country  continncs  ricli.  lerel.  an<' 
beautiful,  the  low  grouads  wide  am 
coniparalively  with  the  <ithrr  parts  o 
the  Mi-ssouri  well  supplied  with  wood  " 

"  7-11—'  Proceeded  at  the  rate  of  20  miU .' 
l>cr  day  through  beautiful  and  fertih 
plains,  which  rose  gradually  iVom  th< 
low  grounds  bordering  its  banks  to  ."»i 
feet,  and  extended  a  perfect  level  ai 
that  elevation  as  far  in  places  as  iln 
eye  could  reach.'" 

"      8—"  Passed  Milk  river." 

"  11 — ••First  pine  seen  on  the  Missouri,  resem- 
bles thu  Virginia  pine,  leaves  longer.'' 

"  12 — "  Soil  changes  fiom»^what,  more  sand  on 
the  hills,  plains  the  same." 

"  19—"  Character  of  country  <;hanging  cotton 
wood  the  only  timber  and  scarce.' 

"  20 — "Arrived  at  Muscleshell  river.'  Lat. 
47"  24' N. 

"  21 — "  Country  in  the  South  high  and  broken : 
pine  and  swamp  cedar." 

"  24 — "  Grounds  higher  oa  each  side  owing  to 
lidge  running  N.  W.  and  S.  E. 

"     26 — "  Scarcely  any  low  grounds  on  river." 

"  27 — "  River  rapid  and  bounded  by  rugged 
bluffs." 

"  28 — "  Passed  Thompsons  creek:  low  grounds 
on  banks  again  wide,  fertile  and  enriched 
with  trees:  those  on  the  North  particu- 
larly wide,  hills  low,  opening  into  three 
large  valleys  to  the  North.' 

"     29—"  Passed  Judith  river  SOO  feet  width." 

"  30 — "  Rocky  points."  ,, On  ascending  height^ 
country  perfectly  level  ou  both  bides  of 
the  river. ' 

"     31 — "  High  walls  of  black  rock  and   white 
sandstone.' 
June    2 — "  Timber    increases    in    quantity,    low 
grounds  more  level  and  extensive  and 
bluffs  lower." 

"       8 — Maries  river.     Lat.  49=  25'  N. 

"     12— L'fl  Maria's  river. 

"     13—"  Bcaulifiil   plain.    Arrived    at    Great 
Falls :  river  900  feet  wide,  bluffs  150  to 
■.       200  feet  high.        :     >: 

In  giving  a  general  description  of  the  valley  of 
the  Missouri  hi  another  place,    Lewis  and  Clarke 


aw  m.ti  loo  iiiiis  •  xce>d  i6u  t..ei    in    u  ig>il  for 

•me  distance  Inflow  the  Mandan  village,  but  a- 

'  >ve   that  p<iliit  "  they  n\-*t  rather  lower   to  tlie 

ighborhood  of  the  Mu'«:le.sh'jll  river,  where  they 

Tvi  met  by  the  northern  hills  which  have  advanced 

it  a  uiore  uniform  height,  varying  f.om  16f>  to 200 

r  300  feet.     From  this  point  to  the  mountaiiih,  tlw 

eight   of  both   is  nearly  the   same,   from   three 

lundred  to  five  hundred  feet,  and  the  low  grounds 

ire  so  narrow  that  th<?   traveller  seems  passing 

Iirough   a  range  of  high  country.     From  Maila'u 

iver  to  the  Fal!.«,  the  hills  de*ccudtothe  beiglitof 

ibout200or300  feet." 

The  above  dest  ription  is  confirmed  by  Mr.  Cnl- 

■)ertson,  who  ascendwl  the  Missouri  in  ISTtO.  (»"  ap- 

ears  by  his  Journal,   published  in  the  transac- 

ions  o'  the  Smithsonian  Insfitote,)  to  a  point  above 

>orcupino  river.     From  Fort  Clarke  n  ar  ilie  nito 

•f  t  te  old  Fort  Mandan  the  valley   io  represi-nted 

ty  him  as 'prairie,"  with  "liillssixtvf.et  in  height'' 

IS  far  up  as  the  Yellow  Stone,     .\bove  that  point 

he  "hills  a-e  lower,"  "country   nu>re   level,"  and 

'b.inka  W(  11  timbered."     At  a  distance  ofaKuitCO 

iiiles  the  "hills  leave  the  river  and  a   broad  l»ot- 

••)m   intervenes."     At  80  miles ''prairio   to  north 

md  hilly  to  south:"  "country   more  everi;"  "gotKi 

iml>er."     At  90  miles  Marthas  river,  "very  wide 

oiling  prairies,  on  iu»rth  side   no  hills."     Below 

vlilk  river,   "very  c.\iensive   and   leVi  I  prairio  to 

ihe  north."     Between  Milk  and  Porcupine  rivers, 

"in  mid.si  of  most  luitgnificent  prairiv  s,"     Abovi- 

i'orcupin<^  river  •coniiuuation  of  prairie  country, 

speeia'iy  on  the  north   sid", '   "iK'auiilul  roliifg 

[ir.'urie  all  along,  excepting  occ.isiunal   timbered 

points." 

From  the  prec'-'in?  it  i^  evid^.r.t  that  thy  valley 
of  the  Missouri  from  Fort  Maodan  to  the  Great 
Falls,  is  an  immense  plain,  partieul'f.ly  on  it?  north 
side,  and  principally  prairio,  interrupted  only  by 
the  broken  region  between  the  MusclesLoIl  anl 
Ttiompsun  liveis,  a  character  which  NMoJigs  frcm 
all  accounts  to  the  entire  spac<'  't>etween  the  Mis- 
souri and  Saskatshawan,  a-id  .Vsaiuiboiae  rivtrs. 
In  all  this  distance  of  nearly  500  miles,  the  valley 
appears  to  rise  very  gradually  at  the  .-iverri^e  r.itc 
of  about  two  feet  per  mile.  This,  in  cuuuection 
with  the  very  favorable  chamcter  of  the  surface, 
as  described  between  the  Missouri  and  Mibsitt^ippi 
rivers,  Ie.ids  to  the  conclusion  that  in  the  entiro 
distance,  from  the  Litter  to  the  Great  FaJIb  of  the 
former,  embracing  ueiirly  one  tboutand  miles,  uo 
gradient  will  bo  required  exceeding  26  to  30  feet 
IK-r  mile.  The  road  can  bt  located  on  long  itraight 
lines,  with  but  comparatively  few  chai^ges  in  di- 
rection, and  the  grading  will,  in  gene  a',  bo  light. 
The  Ime  of  the  roai  for  more  thin  half  of 
the  distance  will  not  be  very  far  from  the  naviga- 
ble watyers  of  the  Mississi)>pi  and  Missouri.  Wiih 
resp<;ct  to  timber  for  construction  it  is  .ipparei  t 
th.ll  tho  borders  of  the  Missouri  and  its  branches, 
tVom  Fort  Mandan  to  the  Falls  nr«?.  in  general  frhig- 
ed  with  it,  and  when  not  found  on  the  river  banks 
can  be  procured  without  difficulty  from  the  bran- 
ches or  from  parts  of  tlie  river  nhicb  are  better 
supplied  witli  it. 

To  be  continved.  -     ' 


111.    Central  Ualtroad. 

Mr.  M.  B.  Edgar  has  been  elected  Treanurr-r  of 
the  Illinois  Central  Railroad.  Mr.  BurraJl  re- 
si^foed. 


'^ ' '  -— 
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Develo|>mciit  of  the  Locouiotlve> 

It  is  .1  common  and  very  true  saying  that  "then 
18  one  right  way  for  everything,"  and  according'} 
all  t'ftorts  for  imjiroveracnt  tend  to  reach  a  gen- 
eral staiidaid  of  perfection.  This  has  boon  orjua' 
ly  true  in  the  ease  of  the  I-ocomoiive  engine  af 
with  other  works  of  h<iman  invenlion  and  adapta- 
tion. In  ihe  early  days  of  steam  locomotion  thet  ( 
was  a  great  diversity  of  style  in  the  engines  of  dif- 
ferent Imilders,  hut  t>ince  every  arraugoment  an< 
proportion  of  the  Locomotive  lias  been  the  subjeti 
of  full  and  intelligent  investigation,  at  the  hand> 
of  able  engineers,  machinists,  ;ind  managers,  these 
ditfrent  styles  have  been  assimilated  to  n  general 
standard,  in  which  all  the  good  points  of  previou> 
patterns  have  been  retained  and  combined,  while 
the  improved  and  nearly  perfected  result  of  these 
combinations  bears  little  general  resemblance  to 
any  of  the  primitive  elements  from  which  it  Ijas 
grown  into  shape.  The  Locomotive  of  1853  rep- 
resents a  general  sty  le.essentially  the  same  where- 
ever  constructed  throughout  the  country,  while 
the  engines  of  1840  were  of  as  many  styles  as 
there  were  builders,  and  were  all  as  diversified  in 
construction  as  they  could  well  be,  when  designed, 
all  for  the  same  service  and  necessarily  of  nearly 
the  same  weight  and  dimensions. 

This  assimilation  of  stylo  is  thn  result  of  im- 
provement, for  while  the  engine  remained  imper- 
fect there  were  as  many  advocates  for  one  ar- 
rangement or  system  of  proportions  as  another. 
The  inside  connected  "crank"  engine  was  an  im- 
perfect arrangement,  unmeehanical  in  i)rincii)lc, 
and  although  fast  going  out  of  use,  is,  we  are  sorry 
to  say,  still  built  and  adopted  in  some  ([uarters. 
On  the  other  hand,  the  inclined  cylinders  and 
want  of  balances  were  objections  to  the  "outside" 
connected  engine,  and  operated  to  throw  that  en- 
gine into  discredit,  fioni  which  the  improvements 
of  more  recent  times  have  not  yet  entirely  reclaim- 
ed it.  The  principle  maintains,  however,  for  the 
r  cent  engines  with  horizontal  cylinders  and  coun- 
terbalanced drivers  are  better  than  cifhcr  of  the 
former  arrangements  ;  being  equally  as  skw/if  as 
the  one  and  possessing  all  the  acknowledged  ad- 
vantages of  the  other. 

It  is  a  matter  of  considerable  interest  to  trace 
the  features  of  the  Locomotives  of  different  times 
and  of  diftorent  makers,  and  to  know  why,  and  to 
what  extent,  they  have  been  superseded  by  other 
arrangements.  . 

In  1840  there  were  three  prominent  stylos  of 
Locomotives  built  in  difilrent  parts  of  the  coun- 
try. The  inside  connected,  English  pattern,  built 
at  Lowell,  Massachusetts,  by  the  Locks  and  Ca- 
nals Company;  the  "half  crank"  engines  built  by 
H  R.  Dunham  &  Co.,  of  >'ow  York  city,  and  Mat- 
thias W.  Baldwin,  of  riiiladelphia;  and  the  out- 
side connected  engine,  of  which  William  Norris,  of 
Philadelphia,  was  the  leading  builder. 

Beyond  these  leading  distinctions  of  arrange- 
ment there  were  others  embraced  in  the  details  of 
machinery,  each  of  which,  in  its  place,  w.»s  fully 
a.s  distinctive  in  its  features.  The  Locks  and  Ca- 
nals engines  had  the  Eiiglish  construction  throngh- 
OMt.  Single  drivers  and  rii^id  leading  and  trailing 
wheels  were  among  their  prominentcharacleristies. 

They  had  i  e  ragon  top  '  furnace,  and  were 
built  with  a  8>  teJi  "f  frandng  that  would  ap|)e«r 
itwtllnff  if  prc»ci  vud  lo  il«  full  proportion!  upon 


lave  any  ^«u^c  that  would  admit  of  it.  The  crank 
ixle  was  supported  by  six  boarii  gs,  of  wliich  four 
;arried  a  share  of  the  weight  of  the  ensino.  It  i> 
lot  our  purpose,  however,  to  partieu!ari/,e  thest 
listinctions  wiih  much  minuteness,  as  the  larg- 
lUmber  of  the  engines  which  were  built  at  Lowel 
md  the  extreme  strength  of  their  construct ioi 
lave  kei)t  them  in  exisLinee  in  their  original  forni 
>n  many  of  our  roads  up  to  the  present  time. 

The  "half  crank"  engine  was  not  j>robab!y  ax 
g'nerally  introduced.  This  plan  of  engine  had 
'Utside  cylinders,  or  cylinders  placed  on  tin'  out 
^ido  of  the  smokebox,  while  the  connecting  rod 
\vas  applied  to  a  crank  wrist  just  inhide  of  thi 
A'heel.  This  bearing  of  the  crank  was  connected 
with  the  main  part  of  the  axle  by  a  single  "cheek  ' 
on  one  side,  and  was  cither  contiaued  straight 
through  the  wheel  on  the  other,  or  else  had  a  second 
■'cheek  ■  sunk  in  the  body  of  the  wheel,  by  which 
It  reached  the  center  and  sustained  an  outer  bear- 
ing. This  Wivs,  of  course,  a  clumsy,  unnieeha'iical 
arrangement,  having  most  of  the  faults  of  the  "full 
crank"  engine,  while  it  necessarily  involved  an 
outside  frame  with  outside  beariags,  and  a  long 
reach  of  boiler  brace.<!,  and  in  the  «ase  of  coupled 
drivers,  the  use  also  of  extra  cr.i.ik.s  keyed  onto 
the  axles,  and  coupliiig  fods  at  a  distance  of  IG  or 
17  inches  from  the  tread  of  the  wheels.  It  also 
limited  the  capacity  of  the  engine  on  the  narrow 
gauge.  From  these  many  disadvantages  this  ar- 
rangement is  no  longer  built,  although  as  late  as 
1818  the  New  York  and  Erie  railroad  adopted  it 
very  generally,  from  a  conviction  that  their  road 
was  too  wide  for  an  outside  connection,  and  that 
the  inside  connected  engine  was  not  a  good  o:ie. 
The  inside  connection  has,  however,  been  general- 
ly adopted  at  a  later  day,  and  this  fact  is  one  un- 
fortunate feature  ol'  the  broad  ;L'auge,  for  while 
possessing,  at  Ica^t,  very  doubtful  advantages,  it 
almost  necessarily  involves  a  "crank  engine." 

The  outside  connected  engine  built  in 
1840,  by  AVilliam  Norris,  was  the  most  elegant 
and  successful  example  of  the  Locomotive  then  in 
use  in  this  country.  It  combined  great  simplicity 
of  construction  with  some  improvements  of  ar- 
rangement which  have  become  generally  adopted. 
Tlie  tnicli  was  one  distinctive  and  valuable  fe.ature 
without  which  no  engine  of  the  preser.t  day  is  con- 
structed. The  inside  frame  was  adopted.  The 
use  of  coupled  drivers  at  a  little  later  period, 
adapting  the  engine  to  its  own  increased  weight, 
consequent  upon  an  increased  capacity  given  at 
the  same  time,  and  also  to  the  heavy  grades  upon 
which  it  Wiisolliner  called  to  work  was  anotlier  great 
step  towards  the  improvement  of  the  engine.  The 
Locomotive  of  1814,  bui't  by  Norris,  was  nearer 
the  standard  to  which  other  improvements  have 
tended  and  to  which  other  patterns  have  a.ssimila- 
ted,  than  any  others  of  totem porary  or  previous 
construction. 

During  the  year  of  1840  another  style  of  outside 
connected  engine  was  commeaced  in  Boston. 
This  was  the  commencement  of  the  New  England 
style  which,  in  its  changes  from  out  to  inside  con- 
nections and  back,  has  prevailed  in  all  of  the  de- 


made  wholly  to  the  frame  ai'.d  independent  of  tliL' 
>>oiler.  The  ]  ami  was  worked  i^n  a  short  stroke. 
The  frame  was  <if  the  rivited  kind  which  is  »till 
retained  in  the  Boston  er.gincs,  and  had  inside 
hearings,  like  Norris",  with  th>^  additionof  an  outer 
rail  for  the  support  of  the  cylinders,  valve  motion 
and  ])umps. 

In  1845  the  crank  engine  was  revived  at  the 
Boston  Locomotive  Works  and  a  peculiar  style 
was  soon  after  introduced.  The  separate  cut  off 
valve,  nhich  had  become  generally  popular  was 
contained  in  tiie  new  engiue.  The  short  stroke 
pump  was  preserved.  A  truck  of  a  new  kind  was 
adopted.  Altogether  the  cngiro  was  the  most 
original  in  its  arrangement  »)f  airy  pattern  which 
had  appeared  since  1840,  and  con-sidering  the 
character  of  Locomotives  at  that  time  v.as  quite 
creditable  to  the  builders. 

I5y  1850  the  Tattrsou  style  of  ejigine,  which 
had  long  been  before  the  public,  came  out  in  an 
improved  form,  and  the  improvements  whicli 
.have  rapidly  followed  in  these  engines,  since  that 
lime,  have  distinguished  them  as  the  best  in  the 
country.  They  have  brought  out  the  link  motion 
in  this  country  perfected  to  work  with  great  accu- 
racy and  efficiency  ;  Ihey  have  made  the  most  gen- 
eral .-ipplicalion  of  the  center  bearing"  truck, 
double  domes,  and  the  cxjiansion  brace,  and  have 
given  us  a  boiler  combining  all  tl»e  advantages  of 
the  dome  and  'wagon  top,"  without  thedisadvan- 
Uiges  of  either.  The  steadiest  running  outside 
connections  were  turned  out  here,  when  the  build- 
ers commenced  giving  greater  attention  to  coun- 
terbalancing and  to  bringing  down  the  cylinders 
to  a  level.  And  for  elKcienv  evaporative  power 
iiud  communicating  capacity,  and  for  genertl  ex- 
cellence of  material  and  thorough  workmanship 
these  engines  have  earned  a  wide  reputation.  Tin; 
Paterson  style  of  passenger  engine  is  now  the  lead- 
ing style  of  this  country,  and  as  a  proof  of  the  fact 
its  arrangemculs  and  proportions  are  the  most 
copied  by  other  builders. 

In  the  South,  Winans  has  established  a  plan  for 
the  burden  engines  of  the  imdulating  and  crooked 
roads  in  that  section.  Ue  has  done  much,  and  in 
fact  nearly  all  that  has  been  successfully  done,  to 
develope  the  coal  engine,  having  enlarged  the 
grate,  introduced  the  movable  grate  bar,  and 
adopted  and  perfected  the  variable  exhaust  and 
drafl  pipe  in  the  smoke  box.  He  has  distributed 
the  weight  of  his  engine  on  a  largu  number  of 
[>oiuts,  besides  bringing  the  whole  into  a  short 
wheel  base,  adapted  for  short  curves.  The  chilled 
wheel  has  been  a  good  feature  of  hisengincs, 
compared  with  the  old  wrought  tire,  and  had  the 
chilled  surface  been  m;ide  removable  by  the  great- 
ly improved  method  of  applying  the  slip  tire  there 
would  have  been  nothing  left  imperfected  in  the 
adaptation  of  the  driving  wheels. 

While  the  general  arnuigemeut  of  the  Locomo- 
tive has  been  so  diversified  in  the  hands  of  difler- 
ent  builders,  at  dillerent  periods,  the  details  of  the 
machinery  have  been  equally  the  subjrits  of  a 
great  variety  of  patterns  and  changes.  We  have 
had  the  dome  boiler,  the  wagon  toj),  and  the  ele- 
Higns  0!iginati..g  in  that  quarter  up  to  the  presentjvated  crown  of  the  present  day.  We  have  had 
day.    The  original  pattern  had  th<? distribution  of  frames  made  from  rivit<-'d  bars  with  cast  iron  ar.d 


weight  adopted  by  Norris,  the  form  of  boiler  adopt- 
ed in  thu  £nglish  pHlt>tirD,  &ad  a  cyliuder  coimoct* 
iOD,  pump,  ft&d  a  general  ityle  of  ft-am«  and  duiah 


tfc?  kc»v7  ftr^laci  of  our  own  tU»w  i  tf  ladf  wl  we  ,of  igloM  wliu  luulf.    Tu«  gi^Un4M  c^imv^Uoft  wm 


wrought  iron  jK-destals  and  braces,  offsi-tt  frames 

ftod  tnissod  fi  aoieg ;  tho  trucks  have  bccu  mHdo 
with  outiide  and  iuvlde  Journals  and  wUh  both, 
nitti  Kl4f  M  wii^  6^(4;«r  ^v{M-'iP|a  nui  wHU  butl} 


1 


f,J?H^pwTJ^.: 


.1  .^t  :s'?ir".^ 
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cmbined  and  with  various  kinds  of  spring  sus-j  simplest  enginis  Lliat  have  evtr  aj»i)eared.  Their 
pensions ;  the  valve  motion  has  been  the  lap  valve. }  distinguishing  traits  of  simplicity  and  snperiority 
separate  cut  oU",  direct  and  indirect  attachment,  are  the  modern  form  of  boiler  with  double  domes, 


vee  hooks,  drop  hooks,  and  shifting  and  stationa- 
ry link  motions,  'bci-ides  the  gradnated  variable 
cut  oft';  the  slides  have  been  of  cast  iron  and 
wrought  iron,  siiigle  and  double,  hexagonal, 
square,  round  and  Hat ;  all  parts  of  the  structure 
of  the  engine  have  been  varied  eilhi-r  through  ne- 
cessity, caprice,  or  eflbrts  for  improvement,  while 
the  result,  combining  the  arrangement  and  details 
which  experience  has  sanctioned,  is  now  before  us 
in  the  standard  Locomotive  engine  of  the  present 
day.       ■■•'"■.-     ■   r' )-  ■■■■  ,  .  ■-■:'■    ■    " 

There  is  generally  far  less  difference  in  the  con- 
structiou  of  engines,  by  diff-rent  builders,  now 
than  at  .any  previous  time  ane  tliei-e  is  less  leason 
for  dilI'<Tence.  The  merils,  the  purposes,  and  the 
consequent  structure  of  the  engine  aie  belter  un- 
derstood. The  multiplication  of  railroads  has 
brought  tho  inventive  faculty  on  to  common 
ground,  as  the  old  E.istern  shops  build  less  for 
roads  in  their  own  vicinity  than  for  Western  roads 


the  straight  fiame,  the  center  bearing  truck,  low 
centre  of  gravity,  counterbalanced  drivers,  marly 
horizontal  cylinders,  the  Hnk  motion,  the  expan- 
sion biaco.  and  some  minor  details,  all  tending  to 
the  same  result. 

The  importance  which  old  settled  roads  will 
come  to  attach  to  uniformity  in  their  eciuipments,  a 
matter  which  has  already,  in  many  cases,  influ- 
enced the  apj»ort!onment  of  contracts,  will  in  the 
succeeding  period  of  five  or  six  years  extinguish 
those  ditterences  of  construction  which  are  now 
looked  upon  as  merely  due  to  the  diflcrence  in  the 
taste  of  the  builders,  and  the  slandard  style  of 
American  engine,  will  come  to  be  more  geneially 
built.  The  only  claim  which  will  be  regarded  as 
a  Irgitiraate  ground  for  dillercnces  of  construction 
will  be  that  of  the  adaptn'ion  of  engines,  and  that, 
in  our  opinion  will  be  far  more  considered  tb;ui  it 
has  been. 

And  this  general  ;issimilal:oii  of  stvle  will  be 


caus3   of  improvement  and   consequent  a.ssimila- 
tion  of  style.     The  demands  of  modern   travel 


side  connection  of  whicli  many  have  been  built  in 
England,  will  yet  supersede  the  "crank  engine," 
a  result  which  is  certain  to  be  accomplished  in 
time,  not  only  there  but  everywhere,  except  those 
lines  unfoiiunately  inflicted  with  a  "broad  gauge.' 


Carliari'd   Tnrn  Table«    ' 

We  find  the  following  notice  of  Mr.  D.  M.  Car- 
hart's  turn  table  in  the  Jersey  City  &:n,iintl  and 
Advertiser ; 


general  enconiums  iVom  all  we  havi-.  heard  speak 
of  it,  except  a  few  who  are  very  limiiedly  engaged 
in  the  business.     This  turn   table   is   capable  of 


where  they  are  compelled  to  compete  directly  with  j  universal,  modiiied  only  by  the  circumstaneis  to 
every  builder  in  the  country.  The  competition  of)  which  thvy  must  be  adapted.  In  England,  wiiere 
railroads  themselves  has  been  the  most  important  much  of  the   machinery  of  the  Locomotive  has 

reached  a  higher  sl;ite  of  perfection  than  cl.se- 
where,  the  increased  use  of  coupled  drivers  affords 
have  called  for  greater  power  and  economy,  and  o^^  instance  of  tliis  general  ti-ndency.  The  out- 
the  means  of  sui>crioriiy.  developed  in  the  efforts 
to  reach  these  ends,  have  been  incori)orated  into 
the  luttterns  of  all  successful  builders. 

The  adnplaliori  of  Locomotives,  of  which  we 
have  before  spoken,  is  regarded  as  of  much  more 
importance  than  formerly.  A  few  years  ago  one 
builder  would  have  two  or  three  5i:e.";  of  the  sanv. 
pattern,  whereas  now  the  distinctive  nature  of 
freight,  express,  and  local  passenger  trattic,  bal- 
lasting and  yaitl  work,  call  for  more  extensive 
adaptations  of  the  cngibe,  not  for  mere  purposes 
of  dirtbrence  in  eonstrubtion,  but  diflercnce  in  em- 
ployment. Then  an  equipment  of  engines,  order- 
ed from  one  builder,  no  matter  how  varied  their 
application  to  the  business  of  the  load,  would  be 
alike  in  arrangement  and  construction  ;  from  dif- 
ferent builders  they  would  be  essentially  dilierent 
in  these  respects,  and  yet  no  better  adapted  as  a 
whole  to  the  wants  of  the  road.  Now,  one  equip- 
ment suited  for  all  the  various  wants  of  any  road 
can  be  had  from  one  builder,  while  if  ordered 
from  different  builders  the  general  features  of  the 
work  w  ill  not  bo  essentially  varied. 

The  great  march  of  improvement  in  the  Amer- 
ican Locomotive  may  be  measured  by  three  steps ; 
the  first,  the  machines  of  1840,  wliich  had  no  pro- 
vision for  expansive  working,  and  were  of  the 
most  primitive  style  that  have  survived  the  renew- 
als of  the  service,  and  came  down  to  us  in  their 
original  form ;  the  second,  the  engines  of  1848, 
when  the  redoubtable  "icbide  connection'^  was  in 
iis  glory,  and  when  short  stroke  [mmps  and  ex- 
pansive gear  acting  by  separate  valves  were  in 
fashion.  The  engines  of  this  i>eriod  reached  the 
height  of  complication,  aud  since  then  have  been 
gradually  simplified  up  to  the  present  time.  And 
third,  the  standard  stylo  of  engines  of  the  present 
tiay,  the  most  complete  eiamplco  of  which  are 
based  upon  the  Paterson  model,  and  which  gene- 
rally, for  what  they  accomplish  in  the  economy 
and  efficiency  of  steam  and  fbr  the  qualiUes  tliey 
p^?«f^M  »aai)tiaar  iljoro  to  rw  nt^sKlliy,  ar<»  tt)« 


Resolved,  That  tlie  Board  of  Trade  of  the  City 
of  Cleveland  looks  with  great  interebt  to  the  effort-s 
now  making  to  construct  the  Northw.  stern  rail- 
road, aud  believe  the  interests  of  this  City  and  of 
the  Lake  commerce  generally  to  be  materially 
concerned  in  their  success. 

Resolved,  That  we  look  forward  to  the  comple- 
tion of  a  continuous  railroad  line  from  this  city  to 
Phil.adelphia,  via  the  Clewlaud  and  Mahoning,  the 
Northwestern,  arul  the  Pennsylvania  railroad,  as 
destined  to  create  new  and  very  extensive  com- 
mercial relations  iK'tween  the  Northwcbtern  Statfs 
and  Philadelphia,  and  to  establish  new  markets 
for  the  commerce  of  the  Lakes. 

Ordered  to  be  published  in  the  papers  of  the 
City  01  Cleveland. 

S.  L.  WEATHERLV,  President. 

J.  M.  Isaacs,  Secretary. 

Fort  IVwyne  and  Southera  Railroad. 

The  Annual  Election  for  Directors  of  the  Fort 
Wayne  and  Southern  Railra-ui  came  ofion  Wednes- 
dav"  the  6th  ult.,  and  resulted  in  the  choice  ot 

Wm.  Rockhill  of  Allen  county  John  Studibaker 
of  Wells,  Jacob  Brough  of  Blackford,  Charles  Car- 
ter of  Delaware,  E.  T.  Hickman  of  Henry,  J.  L. 
Robinson  of  Rush,  Joseph  liolman  of  Wayne.  I. 
T.Gibson  ofDecjilur,  B.  Philips  of  Jennings,  K. 
G.  English  ofScott,  James  G.  Bead  of  Clark,  J.  S. 
McDonald  of  Floyd,  W.  J.  Holman  of  Miami. 

The  otficers  of  the  Company  are,  W.  J.  llulman, 
President;  E.G.English,  Vice  Pre.sident;  I>.  T. 
Haines,  Secretary  ;  Wm.  V.  Jones,  Treasurer. 

The  Sutck  of  the  Company  aln  ady  clost-d  up,  is 
said  to  be  81,000,000,  and  84,000,000  more  ofllred, 
about  one-half  of  which  hasbe«n  obtained  in  tlio 
last  month.  The  road  will  be  198  miles  long,  f'om 
Fort  Wayne  to  the  Falls  of  the  Ohio  River.  Sixty- 
four  miles  of  it,  from  Fort  Wayne  to  Muncie,  is 
under  contract — the  grubbing,  elcaiing,  and  much 
of  the  grading  done.  It  is  intended,  if  })os.sible,  to 
have  this  jHjrtion  of  the  road  completed  during  the 
course  of  the  coming  year. 


Iron.  CohI  and  Timtxr. 

The    Evansville      Indianapolis    and   ClcTcland 

straight  line  railroad  has  been  located  through 

The  new  turn  table  that  has  been  in  process  of  pj^^     Davi«ss,  Green    and    Owen    counticB,    in 

construction  for  the  New  York  and  Eric  railroad  L    ..  ^  .u       •        \       a  .  v.i     -^  ^..-.vo. 

at  this  place  is  com{.leU.d,  we  learn,  to  the  entire  1°^'*°*.  of  the  mineral  and  Testable  resources 

satisfaction    of  the   said   Co.,    and    meets   with  of  which,  David  Da.c  Owen  thus  speaks  m   his 


geological  report. 

"  The  coals  of  this  Indiana  coal  field  may  Ix^  de- 
signated as  of  the  fat  bituminous  charact^^r,  like 


being  turned  by  one  man  in  the  almost  incredible  Ufj^^^j  ^^f  Derbyshire,  Wigan,  and  Lancashire  iu 
short  space  of  128  seconds,  with  an  engine  andgngijiod  aud  Lanarkshire  in  Scotland.  Though 
lender  of  35  tons  weight.  The  builder,  Mr.  D.  M.  jtbe  amount  of  carbon  is  not  as  great  as  that  of 
Carhart,  (lormerly  of  Jersey  City)  has  secured  [ma„y  of  the  Eastern  c.>al«  for  compleU-uess  of 
lett«rs  patent  oh  this  method  of  turntables,  and  is!  combustion,  yet  a  rapiditv  of  ignition,  freedom 
engaged  at  present  in  building  them  on  11  dif-j,rom  waste,  and  for  the  purpose  of  rapid  evapora- 
ferenl  roads  in  N.  Y.,  Pa.,  Ohio  aud  Ind.,— they  jtjyu^  they  hold  the  first  rank  amongst  both  foreign 
have  been  universally  adopted  on  all  the  roads  inljjud  domestic  coals;  indeed  they  arc  cajiable  of 
the  State  of  Ohio,  and  have  met  with  general  i  generating  steam,  and  bringing  a  boiler  to  a  steady 
favor,  we  should  judge,  from  the  flattering  letters  action  quicker  than  any  other  coals  in  the  market 
from  different  Co's.  Railroad  Go's,  who  have  not — one  pound  of  these  coals  can  produce  from  six 
used  them  would  do  well  to  examine  Carhart 's  \q- \x^  seven  pounds  of  steam.  They  are  not  apt  to 
ferences,  a»  advertised  by  him  in  the  New  York  ■  obstruct  grates  with  clinker,   they  are  also  well 
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Northweatem,  Pcuna..   and  CIcTeland  and 
Mabouing  Kaliroada. 


adai>ted  for  the  |>roduction  of  illuminating  gas; 
ami  some  of  the  beds  atlord  a  coal  that  for  heat- 
ing power  and  freedom  from  impurity,  surpass  ihe 


The  Cleveland  Board  of  Trade  recently  adopted '  fl'''°'  "^^  ^^°f '  ^«*'  of  Scotland  Coal  obtair.ed 
....  •'.     .'        ;lrom   one   of  the    lower   beds  of  this   coal    held. 


the  following  preamble  and  resolutions  relative  to 
these  roads. 
Whereas,  the  Northwestern  (Pennsylvania'^  rail- 


brought  a  boder  into  steady  action  in  just  half  the 
time  required  to  procure  the  same  etTect  with 
Cumberland  Coal.     The  locations  ol  coal  arc  too 


road,  in  connection  with  other  roads  completed  i  numerous  to  uiention,  many  of  the  beds  aiiaia  a 
and  in  progress,  will  form  a  continuous  railroad  thickness  of  from  four  to  ten  feet  or  more," 


communication  with  an  unbroken  gauge  between 
this  city  and  Philadelphia,  upon  a  much  shorter 
and  better  line  than  any  heretofore  constructed  or 
projected,  thereby  opening  to^he  Lake  comme-.ce 


valuable  outlet  for  their  trade  to  the  great  manu- 
facturing city  of  the  Union,  and  promiskig  to  de 


"The  iron  ores  are  ex'A;nsi\e  and  important, 
and  must  ultimately  atlbitl  a  permanent  ^upply 
ofca:tirou  and  steel,  not  only  ibr  consvimpiitHi, 
but    fcr     :hipuient.      The   geological    formation 


and  the  Northwestern  Slates  a  cew  and  -"ery  thiough   which  thei;c  works  exiend.  is  iuch  ■•.:  to 


warrant*  that  much  remains  yet  to  bs  di^coverel 
and  developed  which  still  lies  bidden  beneath  the 


velope  most  important  commercial  conoectiousjdtHip  and  rich  soiL  and  luxuriant  ve^Vtition.  Th« 
fromwi.lobwe  havebowi  b«r«;ufow>  toftgreAt  eX'jwholtJ  of  Plk«?  couuty  uiay  ha  -oud  to  hujijKjrt  h» 
{*0P  e5cjHi¥il*«tU«i!furt|:     ;        ■' V'  '  jUnr  aud  lUrlf^v  f»  Mv  of  wl4it*  Oik  itDi^r,  Mil 
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to  be  f  xiiid  lu  Ihiiiiiit;*  i>r  pcitiap-i  in  Hiiy  poriloii 
«r  lb  •  W  St.  There  are  lunny  tiewj  four  li  el 
thruiigli.  G.I  cii,  Okven,  aud  iioigan  coutain  ttui 
Willie  oak  and  poplar." 


Railway  Share  List, 

Compiled  from  the  latest  rdvnis — cnrrecUd  eve-nj  Wednesdny — on  a  par  ralvalion  of  SIOO. 


Aiiiericuii    Kallruad   Journal. 


Salurdiiy,  Xoveniber  5,   IH53* 


Hailruii'i  tu  lUe  PuciflCa 

On  our  first  p.«ge  will  be  found  tbe  comnience- 
merit  of  u  KOiiiuwIi.it  elaborato  trealise,  or  css;»y, 
npou  the  suijcct  of  a  Railroad  from  tliu  Eastern 
Suus  to  tlie  I'acifii-,  from  tho  p.  n  ol'K.  F.  John- 
son, Es<|.,  a  gi'ulkinau  woll  kii-iwn  to  the  puldic, 
and  lohis  brctliriii,a>  ouj  oftlieiuost  acc'>rnj)li>hc'd 
and  sci  utilic  lueinbcs  of  ihe  proft^bion.  Mr.Johu- 
soa  u.id- 1  tak>  s  to  pro*  e  the  superioi ily  of  ihe  ex- 
trciii-  iwrikciii,  a.id  brii)s;s  'v.\  snpi-ort  of  his  pro- 
positiOii,  an  array  of  t-vidvnce  pussissed  by  no 
other  route.  Ills  pamphlet  will  till  about  35 
pages  of  tlio  Jmrnal.  IL-  illu-trates  his  a:gunKnt> 
by  a  si^l  of  Mips  prepared  by  liiiuself.  aiid  which 
will  acC  (Uipany  our  nt-xi  i>.sue. 

Tbe  subjeet  of  a  railroad  to  the  Pacific  is  soon 
to  become  one  of  paramount  iiiltit-M  tiuoughoiu 
the  wliole  country.  'J lie  lime  for  action  iiiis  ar- 
liTcd,  and  whoever  can  throw  light  U|)on  the 
piojeet,  coi>tributis  something  towards  the  ad- 
vancement »if  this  great  work.  We  believe  Mr. 
Joluison  has  rendered  a  valuable  scrviee.  He  ha^ 
thoroughly  cxaranied.  aud  presei.ted  Ihe  evidcLce 
in  favor  of  owe  route,  and  believes  he  has  demon- 
strated its  fcuperioriiy  to  all  oilier.-*.  Whether  lu- 
hat  done  so  or  uo*,  his  investigations  will  stimulate 
othei-8  of  a  similar  eharai;lcr  in  ^ference  to 
e/Aer  routes,  and  will  be  th*  nu-ana  of  placing 
before  liie  public  at  an  early  day,  the  evidenc 
neces.sary  to  determine  irhic.k  of  those  piojiosed 
will  besit  meet  all  the  conditions  of  a  work  adapted 
to  the    wants  of  the  whole  country. 

Mr.  Johnsons  treatise  will  be  subsequently 
published  in  a  pamphlet  form  for  general  circu- 
lation. I 


NAME  OF  COMPANY. 


Vt. 


Atlantic  and  St.  Lawrence. . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

i'ork  and  Cumberland, " 

Boston,  Concord  and  Montieal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence.. . .  " 

.Nashua  ajid  Lowell " 

Portsmouth  and  Concord " 

j  Sullivan " 

j  Connecticut  and  Passumpsic. . 

j  Rutland 

}  Vermont  Central 

:  Vermont  and  Canada 

I  Western  Vermont 

1  Vermont  Valley 

I  Boston  and  Lowtll 

I  Boston  and  Maine 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  Piiver " 

Eastern " 

Fall  River " 

Fitchburg " 

\ew  Bedt'onl  and  Taunton.  . .  " 

i  Norfolk  Count  V " 

|01d  Colony..." " 

Taunton  Branch " 

Vermont  ami  Ma.ssachusetts . .  " 

Worcester  and  Nashua " 

Western " 

Stonin;;;to:i , 


c 
s 


9  S 


o  s 
**  cr 


.B  '^ 
5  -^ 

C  ;i 


r  o 


Cm 

o 


2    '  &< 


Mas.s. 


Sl>are  itiid  Money  Slitrket* 

The  stock  market  has  exliibitcd  nmeh  more 
steadiness  during  the  week  just  piissed,  thanchar- 
acteri  ed  it  a  few  days  previously,  and  yet,  ther  • 
are  unUiUtakeable  hvmploms  of  weaknts  ,  arising 
partly  fiom  the  continued  scarcity  of  mo  xy,  but 
more,  probably,  fiom  a  w.uit  of  confidence  in  the 
Stability  of  mo.ietary  aflairs  and  securities  gener- 
ally, in  the  future.  Bceau.se  war,  and  news  of  war, 
affi-cis  the  prices  of  consols  and  railway  shares  and 
bonds  in  London,  and  the  transactions  at  the 
Bourse  in  Paris,  the  'buils"  and  "bears."  and  th> 
good  money  lenders  in  Wall  street,  would  fain 
have  us  believe  that  the  same  nevvs  may  continu*- 
its  effects  across  three  thousand  miles  of  barren 
ocean,  and  place  in  .je-o|>ardy  our  railways,  our 
lands,  towns,  cities,  counties  and  Slates.  And 
while  all  are  waiting  to  settle  things  8<jn>ewhat  in 
their  own  minds,  prices  sutler  a  little  depressicm  ; 
then  all  take  bol<l  and  we  see  another  rally,  which 
la.sts  till  the  next  arrival ;  whe:  ,  very  likely,  the 
same  sc  tie  will  be  repeated.  These  fails  do  not 
argue  doubts  as  to  the  actual  meiits  of  tlie  stock» 
oi»erated  in,  but  .show  the  exceedingly  nervous 
ani  feverish  tcmperamcnl  of  Wali  street,  and  how 
much  more,  floating  reports  and  mischievous  snr- 
jni»e»,  have  to  do  with  the  fluctuatioqfl  in  the  pri- 


Providence  and  Worcester.. . 
vyHnat. ....  ....  •••.  ...•  .•«. . 

nartf()rd  and  N«*w  Haven 

llousatonic 

Hartford,  Prov.  and  Fishkill.. 
New  London,  Wil.  and  Palmer 
Xew  York  and  New  llaveu . .  . 
N'augatuck 


R.  I. 

II 

Conn. 


160 
55 

72 
51 

36 
5) 
82 
2i 
15 
47 
2(> 
61 
VK- 
IITJ 
47  j 
6l| 
2l! 
28' 
8ai 
5?.i 
61ii 
28i 
62; 
751 
42i 

m\ 

20| 

2Pn 
45 

1:1 

45 
l.'iA! 

51^1 
40 


1,5.38,100 
809.;'78' 
052,021: 

l,365,rMh>l 
285,717: 

1,(510.278 
l,485,(M)0i 
2.078,625 
8,0Ifi,(m: 
717,543 
600,000; 


2/.73.700 
1,010,500 
2S.,H) 
123,8841 
3tl,l«iOj 
622,200| 
none,  j 
720,001  i 


5,150,27h!  254,743     113,52(  jnone    82 

2,(iC4,45t<,  140,561 1      80,053  iionel  36 

2,5l;,067  lO^i.M  ,;    100,55.  none'  46 

1,450,384!    208,»J60 6     |  88i 

713.005|  23,946]      ll,26t  !nom|  -- 


2,540,217|  150,538 
l,486,t)0<.  305,805 
3,U02,0'J4  287,768 
328,782 


none. 


132,5161 


7i« ,65.  jnone 
m,836i  8 

55,20<;'  5 
163,0751  5 
!  6)^ 

61,613,  8  ~ 
.none 


35 

;107i 

!  48 
I  H5i 
1  90 

luy 


i,oo7,r,f)0! 

2,480,00t)i 

8,500,000^ 

l,50lt,0(X) 

302,00ti 


r.50,<">00 
2,>J!t,IO«' 
3,500,000i 

"  700,66c  ( 
I 


none 


21 
37 


1 ,830.000 
4.076,074 
3,160,300 
4,500,000: 

421,205 
1,501,100: 
2,850.000' 
l,05(»/)00! 
3,540,0001 

5(H). 1)00 

547;015l 
1,064,070 

250,000 
2,1 10.536. 
1,134,0001 
5,1.50,000' 

1,457,566! 


I 

loO.OlKij 
3yo,oo(: 

425,00(' 
171,800i 
193,6001 
600,00<;i 
none.  | 
112,306^ 
none.  1 
819,748! 
282,.300! 
none,     j 

1.001,500i 
171,2101 

5.3l<.t.620! 
'467!700: 
300,0001 


651,2141 

l,4tMI,(KX'| 
673,500  . . . 

1,745,516 i ;noiiel 

5,577,467     495,31^7    266,630! none!  ii6 

12,0tX>,00{)| i I....i  1^ 

1, 500,0001  Lea.«edto;ihe  Vt.  Cvut.   lOO 

'Recently  jopencd.    'none/  •  •  •  • 

j ' }nonel  •  •  •  • 

.388  108'    130,8811  7i<C'  94f 
650,001  j   3:^,215;  7  *!102f 


1.905,240; 
4.092.9271 
3.546,214| 
4,845,907; 

633,900 
1,801 ,04f.| 
3,120,391 1 
1,060,IXM) 
3,623.073 

520,475 
1,245,027 
2,293,634 

307,136 
3,203,333 
1,321,945 


400,6561 
758,810j 

011,7431 
229,004  j 
488,703] 
229.4461 
574, 674 1 
164.230J 

67,251  j 
322.21^! 
137.4061 
218,670{ 
162,1091 


227,434i  6     \  80i 

331,2.^6:  7      101 

30,050;  2k;\  45 

72.028  5  *'  65 

241,0171  71.^1  92 

99,58'..'i  8  'il*>64 

232,7871  6     |  94 

43,960'  ly.m 

23, 4 15!  none  I  60 
101,610  none! 


9,953,750  1.330,8731 
240,6721 


N.  Y 

K 


Xew  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City. . 
Buffalo,  Corning  .and  N.  York. 

Bufljilo  and  State  Line 

Canandaigua  and  Niagara  F. . 

Canandaigua  and  Elmira " 

Cavuga  and  Susquehanna ....  " 
Erie,  "(New  York  and  Erie) ...      " 

I  Hud.son  River " 

I  Harlem " 

Long  Island " 

Xew  York  Central " 

Ogdensburgh  (Northern) . . . , 

Oswego  and  Syracuse 

Plattsburg  and  Montreal... 
Rensselaer  and  Saratoga....       " 

Rutland  and  Washington " 

Saratoga  atul  Washington. ...  -    " 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome .... 

Camden  and  Amboy 

Morris  .and  Es.sex " 

New  .Torsey " 

New  Jer.sey  Central . .' " 

Cumberland  Valley Penn 

Erie  .and  North  E.vst " 

Harrisburgh  and  Lancaster. . .  " 
Philalolpb'n  aid  Rpadinrr. ...  " 
PhiUd.,  W flmington  and  Bait.     " 


11 


II 
II 


N.J. 


45 

72 

lit! 

50 

60 

Gl 
62 
55 
54 
<)1 
132 
69 
50 


1,731,498 


253,600 


24,399,  8  : 
18,648nonej 
66,^K)0i  4>.V 
083,194!  6}~i\ 
110,89-.!...  ?! 
139,514,  6  1 
noiK'i 


yoj 

"m 

594 
99 

60 


2,350,000.      800,00(.rj  3,150,000; 

2,500,00«"»j 

In  progres 

1,511,111 

4,978,487 


639,629,    2;»4,269!l0      122 


558,861: 

3,00i>,000| 

926,00('i 

750,50fi| 

2,121, nc! 

900,00<)1 


sno.oool 

1,641,0001 

440,0001 

650,00(> 

701 .6OO! 

1,550,0001 


329,041 

69,629 

114,410 

806,713 


168,902.  none:. 
nonei. 


90 


47 

35 

464 

144 

130 

95 

504 

118 

35 

23 

25 

60 

41 

321 

89| 

96 

65 

45 

31 

63 

66 

20 

36 

.95 


1 ,380,61  nlRecenC v  jopened.    ; 

2.696,4881   267 ,561 1   116,065! 

2,550,500:Receni1y  ;oj)cned. 

In  progres' ! 

879,636!  872,000i  1, 92 1,270| Recently  |oi>ened. 
In  progresi 


none    45 

4t.i  r.ij 

none!  80 
iionej  66 
130 


425,50!'! 

687,000! 

9,012,995' 

3,740,515! 

4,725,25*' 

1.875,14i- 

22,858,600! 

1,579,969! 

350,0001 

174.0421 

610,000! 

850,000, 

899,8001 

237, 6W 

430,9.36 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830.100 

6,65«.33i' 


582,40C! 


987,6271 
1 ,070,7861 


400,000 
24.003,8651 
7,046,395!  10,527  .f>64 


977,463 

516,240 

2,111,824 

2.969,760 

201,6tK> 

131,000 

25,000! 

400,000' 

940,000' 

100,000i 

700,0001 

650,000 

'  128,666' 

476,000 

1,500,000 

13,000 


76.760      39,30(jnone 
74,241      23,496  none i 
•^1  ,.301 ,806!3,5'?7,760i1 ,691 ,62!    7 

3.38,78;j  none 
324,49. 1  5 
44,07(inone 


6,102,935 

2,440,391 

24.974,423 

6,133,831 

607,803 

349,775 

774,495 


1,003,061) 
081 ,445 
205,008 


480,1,37     195,847:none 

90,616      43,60<.<j  4 

Receiitlv  o{)ened.    none: 

213,078       96,787.... 


68 

71} 
(>6 
51i 
27  i 
110 
27» 
70 


1,250,000  Recently  opened. 
1,832,9451    173,645     136,01 : 
329,677!Recently  ojiened. 
1,043,357  Recently  loiiened. 


none   30 
33 


1,693,711 
4,327,1"" 
1 ,220,325 
3,2(6.720! 
2,:!79.880 
1, 265,1 43| 


225,152 


713,227 

10,427,800 

98i  ijmm  2«i03.276; 


149,941 
60;-t,n42 
260,80!' 
118,017 
75O,O0O'Reeetit'v  opened 
1702  623    26fi,J'27!  108,32" 
17,141 ,987  2,480,626!!, 251 .987 
6,818^9    M7J86    383,501 


116,70( 
478,41  r- 

79,25: 
316,25! 
124,741 

76,89< 


none 

8 
10 

4 
10 

31^ 


100 
145 

130 


126 

■rii 

78* 


tr.  >'^'W_(r..»7jBH^-^>(^Tr   T>-" 


'-^nc-^'S*^^  ipr,    '■<v*v^-^  ".-^^■j*-  \ 


'TfT  ■V7»'T?5r^ 
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Railway  Share  List,         >   ^      > 

Compiled  from  (ke  laUsl  returns — corrected  every  Wednesday — ov  a  ■par  raluai'wn.  q/"S100. 


NAME  OF  COMPANY. 
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X  — 


Icesofstotks  at  the  Boanl,  tliMii  anj  reliable  iniel- 
lija-iice  .1*  to   till.'  cobt,   caniir.gs  and  txpeniMS  of 
1  tho  eiit<;rpris»'s  whose  •-icdit  tin  y  rojttt'sent.     Wc 
'annex  sales  uishans  <>f  some  «>J"  the  leading  lints 
t'a<;h  dar. 


ii     iT?inrs4lay 


Pennsylvania  C-ntral PennJ2oO  9,768,165j  .j,00O,0(X)  I3,60<1,000il,9l3,827    617,62o!... 

Philadel]>hia  and  Trenton ....     "     i  30  I ; • ■ j . . . 

Pennsylvania  (Joal  Co "     j  47  1 i ' i-.. 

Ba'tiniorc  and  Oliio Md.    381    9,188,300!  9,827,lli:3;i<.t,5i'2,307  1,325,5G:';    G15,^,h-.'  7 


W;i.shington  liranch 

Ba'tinionj  and  i^uscjuehauna. .  " 

Alexandria  and  Onuige Va. 

Mana.s»as  Ga;> " 

Pcteisburg  h ^ . . .  " 

Richnaond  and  Danville " 

Richmond  and  Potersbnrgh..  " 

Rich.,  Fred,  and  Polouiac " 

South  Side " 

Virginia  Ci-ntral : .  " 

Viiginia  and  Tennessee " 

Winchostor  and  Potomac " 


38   1,050,000 
!  67 
!  (J5  ! ' i  In  prog 

i  27  j 


'  l,050,00(.'i    .^,4t<,G-Ji:'    210,237    8 
413,67<i;    152,5;;(>j... 


01  I  7Cn,00fi| 
!  73  1,372,324 
!  22  !    685,000! 

76  1,000,000! 

02  l,328.722j 
107  l,HiO,l(Xl 

00  3,0U0,0y()    1,500,(K)(  ,In  pro 

•>  I    180,0001 


fin  prog.     I 

173.807;  1,103.928' 
200,000" In  tTosr. 

i  1,100/1001 

503,0<J«i  1,531,238 
8U0,OO'..;ln  pit;e. 
44G,(>30;ln  yx^i.     \ 


Exv 

'4f 


It'rWay 73J.8' 

ISatnidav 74 


■  .Monday . 
92i  I  Tii<'sda"\ 


102J 
46 


I  We<li,esday 


227,59:,!     72,37( :  7     j 


1 1 


o:;  !    io<-7,^»iA»|      120,(KK-!      4in_.=i<?l;l 

Wilmington  and  Ra'eigh N  .C.;iGl    1,338,878,  1,134,098:  2,9G-''>,u7s 

Charlotte  and  South  Carolina.  S.  C'  1 10  i j , 


122.801 

2^')4,37t ; 

V7G^485. 

80.77( ; 
610,03;  I 


74,1 13  none'.... 
113,256|  7      hio 

•  ••     >•••    (••'••   |««»« 

74,90:.jDonf| 

uonci  "'S 

'lij     j 

153,8i'f  I  6     '.... 


Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central G.i. 

Georgia " 

Macon  and  Western " 

Muscogee .  " 

South  Western .  " 

Alalt.inia  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Monlgomery  and  West  Point 


,140    1,004,23!,      300,001.;  Ini.roo;.     ' j .....'.... 

;242   3,858,8401  3,000,0001  7,OU2,3yr  l,000,7i: :    009,711;  7     jl25 

' ; ' ,lii  imig.     ' I ......... 

191    3,100,00(!i      306,1871  3,378,132'    94."),50^}   508,025   8     jllS 


'211  4,000,000 

;iOl  ,1,214,283 

i  71  ; 

I  50  i    580,887 

;  55  i 

!  93  !    770,25'.< 


1,214| '   934,42;    ^^'n-.o:  7>^!. 

108,OO(  j  l,596,283j   290,58  j    163,697)  9     il09 
.  ;In  prog.  ' 


150,00( 


400,00( 


743,525|   129,39Cj 
In  i>rog. 


71^35!  8 


Southern Miss.    CO 


33  1   879,868 I  In  {.roe.     , j ! 

88  '      ^  .  .       ,        _  _     i      


East  Tennessee  and  Georgia . .  Tenn 


688,0111 j  1,330,960,    173,541!      76,079;  8 


Ky. 


'  80  i    835,000 

1125  '2.093,814 

38  1,430,15U 

j  29  !   357,218 

Go  f .  •  • •  •  •  • . 


Ohio.  100  1,239,460 

"     I  71  i 

"     '135   3,027,000 
40  I ! 

"     i  61  I i 

GO  '2,100,0001 


i  40      310,000 

I  20  i 

I  36  i 

!  31  i 

*  37  I 

i  81  2,370,784 

i....i    900,000 

jl67  2,387,200 

67  ■ 


Naahvilic  and  Cliattanooga.  . . 
Covington  and  Lexington .... 

Frankfort  and  Lexington 

Louisville  and  Fraiiifort 

Maysville  and  Lex  ngton 

Cleveland  and  Pit ( {.burgh  .... 
Cleveland,  Paines^.  .and  Ash.. 

Cleveland  and  Columbus 

Columbus,  Piquaand  Indiana. 

Columbus  and  Lake  Eiie 

Cincinnati.,  II;»m.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western " 

Dayton  a:»<l  Mieliigan " 

Eaton  and  iiamilton " 

Greenville  and  Miutni " 

Hilisboro " 

Little  Miami " 

Mansfield  an«l  Sandu.*<ky '' 

Mad  River  and  Lake  Erie...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Oliio  and  Pennsylvania " 

Ohio  and  Indi.uia " 

Scioto  and  Hocking  Valley...     " 
Toledo,  Nonvalk  and  Clcvcl'd    " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern 

Indianapolis  and  Bellefontaine 

Lawrenceburg  and  Ind 

Lafayette  and  Indianapolis.. . 
Madison  and  Indianai>ons .... 

Peru  and  Indianapolis 

Terre  Haute  and  Lidianapolis 

Rock  Lslan  I  andChie.igo 

Chicago  and  Mississippi 

Illinois  Central '; 

Galena  and  ( 'hicago 

Michigan  Soniheni Mich.  315  '2  499.410 

Michigan  Central "      282  U, 000,000 

P»cMo Mo.    88  !l,000,000 


641,0iX^  Inprog.     ; 

850.00(.i|n  j.rog.  ! 
l,100,00(:jln  vm^.  : 
584,9021 


ilnpfg-     I 

1,371,00({  2,9G3,75Cj 

"*"408,2fHT3,065*,(VM:! 
2.<X>0,00C' 


87,4211      44,26(.... 

i  ! 

...  ....j....  ..«.|... 

...  ....I*...  ....(... 

194,421 !    123,301    6 

... ....(........!... 

777,79  ,    483,45- 112* 


80 


93 


I'16J 
98 


200,967 


500,00(    2,059,65:'?   321,79 

ihi  prog.     '■ 

560,00(  i      926,00(:!iRec€ntl:  {  .[wned. 
In  \>rcg.     i I 


187 


87 
54 
31 


K 
l( 
(1 


131 
i  83 


"     i  62 

"       :    88 

"     j  40 
"     '  72 

m.  L.r 


1,760,700 


j • 

jIn  prng-     ' 

I  2,634,157;  526,74< 

l,fK)0,00(j  1,866,000; 

1,707 ,00(    4,110,148    540,6U 
'In  prog 


2,450,00(/ 


552,000 
1,092,1.37! 


800,00f' 
119,500 


iReceuth 


In  prog. 


314,67' 
"ll3,401 


10 


i{)eQtid. 


1,31 7,140, Rcccnth  i  .j>ened. 

1,267,714:    237,5d(  I    135,36r 

In  prog.      I 


15 


.Recentlv 


;ln  prog.     I 

Recentb 

750,000i  2,400,0001   516,41- 

ill!  I'lOg.      : 

6G3,1C0:  1,353,019,   106,944 


1,650,000 

632,387! 
_  J !_ 

113  j2.400,6o(l  '4.000,000!  4,600,000  . 
"92'!i'n32;3fii 


>I)ened. 


99 

"2J 

80 

70 


119J 
'95' 
'97' 


>l>oned.   !.... 
268,076!  10 

j.... 


71,446 


I 


105 
82 

78 

85 

70 

108 


136 
|124 


500,000  In  prog.     1   478,548!    286,152 
2,029,000,6,430,240    692,187i    293,046;.... '118 
4,087,896;'  8,614.193 I i     8   106i 

none,    jln  progres  (Recently)  opened. ) ....  | ... . 


■" .» T  ,' 

.73  i 


Hudson 
River. 
00 
65 
tW. 
o:>'.. 
6.1  ' 


X.  V. 

tent. 
Ill; 
]l'>i 

1U9 

IIU 
HO 

no 


N.  Y.  & 

Har.     N.  U. 


63 
6H 

51i4 

511 


100 
100 
994 
98 

90 
90 


Miehig.m  C.-ntral  clos.d  at  107.  Cincinnati, 
llamillon  and  Dayton  at  t-8.  Beading  71,'4  ;  Soi- 
w  ieh  .Uid  Worcester  52.  .uid  Sloniiigion  GO.  After 
a<!juurni'.uht  ol  the  Bo.ird  on  WidniMlay,  the  fol- 

jiouiir::  Ndes  by   .uietio'i,  <^:  railway    Lou<ls  were 

j  made  liy  Simeon  Diaper,  E^*]: 

j.">0.000  CoIni.;bi;H,  Piqua  arid  Indiana  railrfNid 

I      Krst  mortgage fVi 

7,"<m  IJutrri.o.  Cornit  _' .-Uid   .\.  Vork  iaUix>.ul 

lirM  iii'vigage £0f 

5.(H>0  ISull;!:!.,  Corning  atd  N.   York  railroad 

lir^t  moi  f i;a^'e 80 

i  1«,(»()0  Corning  and    JtlossLur^    rjtilroad,  fii«t 

)     n)'»ri<:a:e CO 

:  JOJIOi!  .''.Jieh!g:oi  <".  i.tr.il  Conv<Ttibles  8s 102 

J20,00<J  Troy  and  Boston  raiiroad  ntorlgage...   71 
.  15,UU*»  Junction   Railroad,   Uldu,  lirsi  mort- 

1     gage yi 

!.j,i.(_n»  P.-icric  I  ;dl  tiejinishij)  C> 70 

5.0<Hj  Miss,  .and  Rock  River  Junction  railroad 

lirst  morig,.gc 65 

;.000  Miss,  anu  Rock  River  Junction  railnacl 

first  moi  tgage 55 

),<Hi0  Mi>s.  ;ind  Rock  River  Junction  railro.ad 

first  vnortg.a£e 62 

4,U«MJ  Mis.s   ,^.iu  Rcj-k  Rivt^r  JuiictiiMi  railroad 

fir^t  niortg.age c/) 

">lOOO  Stock  Eiie  and  North  Kast  laiiroad..  .  .K6 

Those  bonds  which  would  not  bring  the  amount, 
tor  which  they  were  |.kdged,  were  w ilhdiaw  ii.  The 
unpreeedenttd  earnings  of  the  railw.ays  now,  and 
the  low  prices  of  shares  consenjuent  r.pon  the  pre- 
sent stringeuey  inthemoMiy  market,  make  the 
slocks  of  the  leading  Unts  «av<iriu.*s  investment 
with  raonied  optratoru. 

Money,  though  a  trifle  easier  in  (1m?  rtn  ct  Is  still 
a  '  cish-  article  with  the  Banks.  Th.  y  curtailed 
their  loans  over  two  millioni  more  la-i  \\\ck  mak- 
ing over  fourteen  millions  since  the  6th  August 
last,  A  business  community  which  can  profcecut« 
lis  legitimate  transactions  under  this  inlmeI!^e  re- 
duction of  accommodatton  can  Le  in  none  other 
than  a  sound  and  prosp«  ring  condition.  Why  the 
Uanks  should  pursue  this  course,  to  such  an  ex- 
leut,  toward  customers  who  must  have  extended 
their  business  under  the  expectation  of  a  continn- 
.a'ion  of  their  usual  line  of  discounts,  is  kh  unac- 
countable as  that  the  results  have  not  been  much 
more  disastrous.  We  can  hardly  see  bow  the 
Uanks  can  expect  their  bills  reo'-ivablc  to  be 
promptly  met,  while  they  suddenly  contract  th.-ir 
accommodations  to  their  customers  at  the  rate  uf 
two  millions  per  week. 

The  following  figures  show  the  condition  of  ih<« 
Banks,  Aug.  6th,  Oct.  22d,  and  29th. 
Aug.  Cth.        0.;t.  22d 
.97,899.199      «5,?507,981 


Spede 9,746  441 

Licculatloii.   9.5]8,':63 
Deposit  s 6«3,6;  9,7»7 


ln.3n3.253 

9.889,642 

56,748,739 


Oct.  29th. 
83.400,^21 
10,800.072 
9.80("»!.S50 
63,386,<62 


The  net  .amount  subject  to  the  draft  of  the  8ec- 
rptarv  of  th«  Trcasur\-  on  ili«  2ltli  inst.  was  S26  - 
968,7o». 


t.    w^<^^.-. 
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Morns  Canal,— luclliieit  Plaiica. 

By  invitation  of  Win.  H.  Takott,  Es<i.,  who  has 
been  the  Engineer  and  superintendent  of  the  Mor- 
ris Canal,  sinco  184(5,  we  Lave  recently  visited  the 
Newark  inclined  plane,  where  the  navigation  of 
this  canal  envounters  tin-  first  ohvation  in  passing 
from  the  Hudson  to  the  Delaware.  The  time  of 
our  visit  was  favorable  for  a  full  viewoftho  ma- 
chinery in  active  ojieration,  and  we  improved  the 
opportunity  so  affurded  by  gathering  such  f  icts 
and  general  knowledge  relative  to  the  history  and 
construction  of  the  work  as  the  time  to  which  we 
were  limited  would  allow.  .Vs  the  working  of  the 
Morris  canal  illustrates  a  u<:vr  feature  in  artificial 
navi;j;ation,  one  of  which  our  onginecriiij^  literature 
aHbrds  no  just  description,  we  propose  to  lay  these 
facta  before  our  readers. 

The  aystem  of  overcoming  the  rise  and  fall  of 
wit'jr  routes  by  inclines,  instead  of  locks,  was  first 
demonstrated  on  the  Morris  canal,  in  New  Jersey, 
and  the  results  which  have  followed  may  justly  al- 
low this  system  to  be  regarded  as  a  great  improve- 
ment over  the  tedious  and  expensive  mode  for 
which  it  was  substituted.  The  Morris  cai.al,  run- 
ning frotn  Jersey  city.  opi>o»ite  N'ew  York  to  Kas- 
ton.  Pa.,  102  miles,  overcomes  an  ascent  of  PI 4 
f jet,  the  total  rise  and  fill  being  1074  feet.  This 
is  accomplished  by  the  aid  of  twenty-three  lock*, 
and  twenty-three  inclined  planes,  tho  latter  of 
which  are,  in  some  cases,  1(500  fi>et  long,  and  100 
feet  in  height.  The  Newark  plane  is  1200  <ect 
long,  and  70  feet  in  height.  The  tonnage  of  the 
canal  consists  principally  of  coal,  iron  and  iron  ore, 
and  will  amount  for  the  present  year  to  450.000 
tons.  The  boats  used  are  of  an  average  of  sixty 
tons  each,  the  heaviest  passed  this  season  being 
of  seventy-two  tons,  whilo  the  capacity  of  all  the 
new  inclines  is  one  hundred  tons.  By  projictcd 
enlargements  the  can;d  will  accommodate  an  an- 
nual basine;>s  of  one  million  tons. 

The  object  of  this  work  was  to  open  the  Lehigh 
coal  region  to  the  Now  Y'ork  market  by  a  naviga- 
tion connecting  with  the  Lehigh  canal  at  Easton. 
To  do  this,  however,  it  was  necessary  to  surmount 
the  great  elevation  of  the  intervening  country  aa 
there  were  no  water  courses  affording  an  avai'able 
opening  through  it.  The  project  was  commenced 
in  July,  1825,  by  a  Co.  with  a  capital  of  Sl,100,000. 
In  Aug.  1831 ,  the  canal  was  completed  from  Newark 
to  the  Delaware  river,  opposite  Easton,  90  miles. 
In  January,  1828,  the  company  were  authorised 
to  extend  their  canal  to  Jersey  city,  its  present 
eastern  terminus.  The  capacity  of  the  canal  did 
not  allow  it  to  compote  successfully  with  the  Del  - 
aware  division  of  the  Pennsylvania  canal, 
carrying  coal  also  to  tide-water,  an<l  for 
the  attainmcni,  of  this  purpose  the  lift  locks  were 
enlarged  in  1810  and  '41.  Immediately  after  this 
improvement  the  company  failed,  and  their  prop- 
erly, held  by  receiver.^,  was  rented  for  a  small 
sum  until  1841.     At  this  time  the  whole  work  was 


on  its  rout*'.  The  delay  attending  such  frequent 
and  heavy  lifts  would  seriously  interfere  with  the 
navi^Mti<ni.  while  the  cost  of  locks  :\u>\  tlio  water 
required  to  oiK-rato  Ihcm,  were  beyond  tin-  re- 
source.*' of  the  company,  and  of  the  rcservoiin,  res- 
pectively to  .Mipply.  The  only  obvious  metho«l, 
therefore,  of  rendering  the  improvement  available, 
was  in  tiie  use  of  inclines,  and  engineers  of  the 
highest  standing,  including  those  in  the  service  of 
the  United  States  goverinnent,  (Gener.al  Bernard 
and  Col.  Totlen  among  the  nunib«r,)were  appoint- 
ed to  determine  their  practicsibility.  But,  unfor- 
tunately, although  a  plan  upon  this  principle  had 
been  devised,  affording  some  advantage  over  locks 
of  equal  lift,  there  w  as  none  which  could  give  the 
desired  capacity  to  the  canal.  Some  time  in  1814, 
or  '45  the  syst<«ni  was  again  attempted,  but  with- 
out those  results  upon  which  the  great  object  of 
the  work  depended.  The  present  plan  for  oper- 
ating the  inclined  planes  was  first  proposed,  in 
1847,  conjointlj  by  the  present  engineer,  and  A. 
Whitney,  Esq.,  of  Philadelphia,  wh*»  was  at  that 
time  president  of  the  company.  In  five  months 
from  the  time  authurity  was  given  to  construct 
such  a  plane  the  whole  plan  was  perfected,  the 
machinery  made,  the  plane  r  liuilt  and  put  in  suc- 
cessful operation,  ar.d  all  done  without  materially 
interfering  with  the  use  of  the  old  plaiie. 

The  first  trial  of  the  new  plane,  (known  as  No.  C 
west  of  the  smnmit.  and  18  miles  from  Easton.) 
was  made  January  27th,  1818,  whenan  entire  boat, 
comprising  both  sections,  and  W'th  a  cargo  weigh- 
ing 70  tons,  was  passed  up  the  plane,  ninw  hun- 
dred feet  in  length,  and  fifly-one  feet  in  height,  in 
thire  minutes  and  a  half  I  This  plane  cost,  with 
the  entire  machinery  for  working  it,  it"27.1C8,  and 
supersedes  the  use  of  six  locks,  which  would  Lave 
cost  S20,000  each,  or  SI  20,000  in  all,  and  would 
occup>  one  and  a  half  hour's  time.  The  amouut 
of  watjr  required  for  operating  the  incline  ilid  not 
exceed  one  half  that  required  for  locks,  a  matter 
of  importance  where  the  supply  of  water  is  de- 
pended on  reservoirs. 

Here  was  a  result  which  gave  vitality  to  the  in- 
stitution. The  course  of  the  traffic  was  not  dif. 
turbed  aa  no  stoppage  was  rccjuired  in  entering  or 
leaving  the  incline,  while  tho  rate  of  motion 
throughout  exceeded  four  miles  jwr  hour.  By  one 
stroke  this  canal,  intersecting  tho  loftiest  ridges, 
overcome  by  any  work  of  similar  character,  was 
placed  upon  a  nearly  equal  footing  with  a  level 
water  route,  working  under  no  disadvantage  ex- 
cepting the  interest  and  slight  repairs  upon  the 
machmery. 

The  success  of  this  plane  determined  the  gene- 
ral adoption  of  the  system  throughout  the  line,  in 
18-50  ten  planes  were  built  and  at  the  present  time 
thirteen  out  of  the  twenty-three  planes  arc  of  this 
improved  construction. 

The  machiuerj-   and  operation  of  the   planes  is 


...  .  ,     £.tnni\fu\n     t,.  P^^rticulailv  Simple  and  cflicKiit.    A  wide  double 

sold  to  th»i  present  company   for  $1,000,000.     In         ,  ".       ,      .        ,       ,  .     j-        ,    , 

*.,,,.,      J,;,,  .u  u      ~, „:„    track  connects   the  two  levels,  extendiii-.;   below 

tho  winter  of  1848  and '40,  the  purchiisers  rcceiv-  .  ,.     ,  i      i       j  u 

.     .         .u    cu  .      <•>.-       r«.  «^  t^  io.,..' the  surface  at  the  lower  level,  and  by  a  summit 

ed  authority  from  the  State  of  New  Jersey  to  is..ue|  •,.,.,,..         i         ,        ^ 

,-,.,,      ,  a.-!(u\(w^  V.  ...land  an  opiwsite  incline  below  the  surface  also  of 

a  preferred   stock  of  which   about  .5700,000  have,  "  .»      •„  j   ^i      i      . 

,         .        IT       II-.'      »t.     ^^.v,.  „„.,  o...f,;„   ..'the  upper  level.     At  either  end  the  boats  are 
been  issued.     In  addition  the  company  sustain   » ^        '/      ,    .       ,  ..  .,         .,      ,   ,. 

,    ,  ,  ^,    ,.  .,n.nru\n.         w  „   »»,.!-  .......<..,>  uoated  ou  to  trucks  resting  upon  the  rails  at  the 

bonded  debt  of  >i00,000,  making   their  present  i      -im  i  »       j 

.    .    ,_     .j,ninn,uir»  ..„♦  .-.1,  i^eo  ♦»,...,  iwltoro  of  the  canal.     Ihese  arc  drawn  out  and 

capital  about  52,100,000,  an  amount  far  less  than  i        ».      ,         ,        . 

*^  ,,..,-  1  I  up  the  planes  by  wire  ropes,   the  power  being  a 

tbo  .9um  expended  on  their  work.  1*^..*^      .      \    ,    i      a  .uv^r 

The  pro|»er  v.-iliio  and  efficiency  of  the  Morris  reaction  water  wheel  placed  as  near  the  head  of 
Canftl  could  not  be  waii^ed  by  tho  coromoa  sys^jthe  iRpUi.Q  as  will  ^Iqw  oi-ft  »uiM«nt  Wi  of  wa- 


The  double  tracks  are  ol  tweivj  feet  gauge,  the 
incline  being  generally  one  foot  iu  eleven. 
The  rails  are  three  inches  broad,  but  of  only  mod- 
orate  depth,  as  they  are  supported  on  continuous 
timber  bearings  resting  on  solidstonc  masonry.  Tliey 
weigh  7C  pounds  i>er  yard.  The  trucks  arc  strong 
frames  with  high  stancheons — the  latter  to  hold 
the  hawsers  which  coniine  the  boats.  As  all  the 
boats  on  the  Lehigh  caual  are  made  in  two  sec- 
tions (it  being  found  that  boats  so  divided  are 
more  durable,  and  easier  loadetl  and  unloaded, 
and  require  less  timber  to  obtain  equal  stiffness,) 
the  trucks  are  also  made  in  two  independent  divi- 
sions, connected  by  shackles.  This  assists  the 
boat  in  p.ossing  from  the  top  of  the  incline,  over 
into  the  npiKT  level,  as  at  this  place  there  is  a 
summit  and  an  opposite  incline  to  reach  tho  hot 
torn  of  the  canal.  This  incline  is  of  1  in  20,  and 
descends  some  five  or  six  feet  to  the  bottom.  The 
trucks  are  carried  on  sixteen  wheels  each,  all  of 
which  are  controlled  by  brakes  by  which  the  whole 
load  may  be  held  at  any  point  on  the  plane,  even 
if  detach<'d  from  the  rope.  The  friction  of  the 
wheels,  when  firmly  held  on  a  dry  rail  would  be 
full  one-seventh  of  tlie  weight,  while  the  power  of 
gravity  is  but  ono-elevenlh.  The  ropes  aro  Of 
wire,  are  2  9-16  inches  diameter  and  weight  nine 
pounds  per  loot.  «)ne  rope  at  tho  Newark  plane  is 
of  English  manufacture  and  cxwifains  36  wires  of 
one-fourth  inch  diameter  c.icli.  All  the  other  wire 
roiies  in  use  on  the  canal  were  made  by  John  A. 
Roebling,  of  Trenton,  New  Jersey,  and  although 
of  tho  same  diameter  iis  tho  English  rope,  contain 
343  wires.  The  ropes  lie  m  the  centers  of  the 
tracks,  and  at  the  upper  end  of  tho  incline  pass 
around  horizontal  sheave  wheels,  which  are  held 
strongly  enough  to  resist  the  eiitiie  dr.uight  of  the 
water  wheel.  The  ropes  are  then  brought  down 
and  secured  to  a  cylindrical  drum  of  twelve  feet 
diameter,  operated  by  the  water  wheel.  This  drum 
has  a  continuous  spiral  groove  of  three  inches 
pilch  around  its  outside,  the  length  being  regulat- 
ed by  the  length  of  the  roj)e  to  be  wound  up,  or  in 
other  words  the  length  of  Ihc  plane.  The  ropes 
;we  fastened  on  opposite  ends  and  on  oi)posite  sides 
of  tho  drum,  so  that  one  is  wound  as  the  other  is 
unwound,  the  motion  of  the  drum  being  rcvcrsa- 
ble  by  a  clutch  on  the  jack  shaft  of  the  water 
wheel,  so  as  to  work  either  up  or  down  the  plane 
without  the  friction  and  strain  of  an  endless  rope. 
The  two  outer  ends  of  the  (wo  ropes  are  however, 
connected  by  a  smaller  rope  which  draws  the  boat 
out  of  the  upper  level  on  to  the  top  of  the  in- 
cline. 

The  drums  are  worthy  of  notice.  The  rims,  be- 
ing of  twelve  feet  diameter,  and  in  some  cases  ten 
or  twelve  feet  long,  were  c;ist  in  single  pieces  in 
dry  loam.  The  sjitral  groove  on  tho  outer  face 
was  i»roduced  in  the  mould,  a  smooth  circle  cijual 
to  the  diameter  of  the  rim  at  the  bottom  of  the 
groove  being  first  "swept  out,"  and  a  cutter  or 
shaper,  carried  on  a  stiflarra  secured  to  a  large  re- 
volving nut  and  fixetl  screw  of  proper  pitch  being 
afterwards  carried  around  until  the  proj>er  groove 
was  formed  upon  the  whole  face  of  the  rim.  Five 
of  these  drums  with  their  arms  and  sliafts  were 
made  at  Paterson,  N.  J.;  two  at  Rockaway,  N.  J.; 
xdA  six  at  Philadelphifi.  The  power  is  applied  by 
a  pinion,  working  jubt  within  the  rim,  and  not 
tbroT>|b  the  ceoiral  shaft  whereby  moch  torsion  i« 
pypvtufed  ft^t  the  ftum  of  th«  <U'Uia  aw>  wucb  r^ 
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duced  in  wcijjht.    The  rim  is  stiffened  in  the  out- 
side, back  of  the  internal  spur  teeth,  by  a   deep 

s 
flange. 

The  water  wheel  is  of  tlio  kind  kno'.ni  as  the 
Scotch  motor,  or  Whitlaw  and  Slimvtts  reaction 
wheel.  It  t  niploys  55  feet  of  fall,  yields  75  per 
cent  of  useful  eCect  and  is  e(|ual  to  four  hundred 
horses'  power.  The  liigh  faU  iised  is  obtained  by 
locating  the  w hi  el  a  good  distance  down  the  in- 
cline, and  by  dis:f^ing  a  pit  beneath,  from  which  a 
level  race  emerges  some  two  hundred  feet  nearer 
the  lower  level  of  the  casial.  The  wheel  has  four 
curved  Jinus  of  an  extreme  r;wlius  of  six  feet  each, 
the  diamel'  r  l.>ciiig  twelve  feet,  and  the  orifices  o! 
escape  are  v(  rtjcal  parallellogranis  each  fifteen 
and  a  hail' inches  high,  and  three  and  a  half  imh- 
es  wide.  The  discharge  of  water  under  a  full  head 
woul<l  b«'  six  Uitnii-nnd  cubic  feet  {ter  minute,  dur- 
ing three  tniimti-.s  nui  on  one  ascent  of  an  incline 
of  seventy  f-et  height.  Not  more  than  3,500 
cubic  feet  per  minute  are  now  used  at  the 
^■e•.va^k  plane.  The  whole  wheel  is  under  the 
control  of  a  brake,  combining  the  toggle  joint  and 
friction  strap,  by  which  a  single  man  can  bring 
the  whole  niachinery  to  a  stop  under  a  full  head 
of  water.  The  gate  wheel,  the  reversing  lever  for 
the  main  clutch,  an<l  the  brake  wheel  arc  all  un- 
der the  hands  of  the  .  perator,  in  an  elevated  tow- 
er, commanding  full  views  of  bo'.h  levels. 

The  ease  and  efficiency  of  the  operation  of  this 
machinery  is  wonderful.  The  boat  coming  along 
the  lower  level,  enters  between  the  staJicheons  of 
the  submerged  trnck,  fastens  a  single  haw>cr,  and 
without  stopping  its  motion  sut'.les  upon  the  trnck 
as  that  is  drawn  out  of  the  water ;  it  continnes  up 
the  plane  at  from  four  to  five  miles  per  hour,  goes 
over  the  hunimit,  the  truck  descending  to  the  bot- 
tom of  the  canal,— the  boat  floating  off  by  the  im- 
pulse ac(iuaed,~the  hor>s  :<,  who  have  been  trot- 
ted up  the  hill,  are  again  hitched  on,  and  the  boat 
is  away  upon  another  Lvcl  I  The  wheel  and  rope 
have  run  smoothly  and  without  jar,  and  in  this 
simple  operation  sixty  or  seventy  tons  of  cargo, 
exclusive  of  truck  ;uid  boat,  have  been  lifted  sev 
enty  or  a  hundred  feet,  apparently  without  effort 
This  diiH-rence  in  the  tranf^fo^  of  the  navigation 
from  level  to  level,  is  snch  that  while  good  boat- 
men i)jws  over  the  wholi  canal  in  five  days,  they 
would  be  compelli'd.  if  locked  through  all  the  rise 
and  fall,  to  be  out  eight  days, — a  saving  of  sixty 
per  cent  in  time.  It  is,  as  any  one  will  perceive, 
a  great  merit  of  the  incline  that  it  occupies  no  time, 
in  the  sense  in  which  we  sjieak  of  a  delay,  as  the 
boat  goes  fnrward  as  fast  on  the  incline  as  on  the 
levels,  and  i.s  not  detained  in  entering  or  leaving 
it.  It  is  the  ichole  delay  of  lockage  that  is 
.saved,  and  not  the  ilifferenct  between  the  time  in 
ascending  the  locks  and  in  asoonding  the  plane. 
Th»!  boat  is  elevated,  aud  adcanccd  by  the  same  op- 
eration. 

What  must  be  the  saving  in  the  use  of  such  a 
plan  on  the  immvnso  navigation  if  the  Eric  canall 
The  enlarged  double  locks  at  Lockport,  costing 
some  SGOO,000  and  occupying  t7co  hours  in  pass- 
ing, mieht  be  superseded  by  this  ap{)arat\is,  built 
in  the  most  sub.>taniial  manner  and  costing  not  to 
exceed  $100,000,  and  operating,  as  wc  may  well 
say,  in  no  iinie. 


could  be  carried  over  the  AUeehani.s  by  tins  me- jishnicnt  and  not  of  re -traint,  except  m 
thod.  And  tlio  .Jam*  s  River  and  Kanawha  can.d 
in  Virginia,  might  also  overcome  its  sunmiit  by 
this  maimer  with  the  most  advanta.i^ous  lesults. 
The  same  ) dan  can  lie  adai-ted  t..  the  heasien 
tonnage  of  onr  lakes  and  of  the  ocean   itself.     A  1 


case  of  nui- 
sance, etc.  The  offence  must  actually  have  b«n 
connnilic.t  before  it  i)it«-ifer«s.  The  fear  of  the 
Grand  Jury  is  that  an  offence  i.s  about  to  l>c  com- 
mitt*^d.  It  i^  for  the  Couit  to  sec  that  individu;.l« 
inrnxM-iit  of  I  riuaa  arc  not  harrassed  or  injured  by 


carriage,  running  upon  a  large  number  of  tracks,' any  .iction  of  the  (irand.Iury 


would  hold  the  vessel  by  a  series  of  section  frames 
fitted  to  the  exact  .shane  of  its  hull,  while  the  lat- 
ter was  afloat.,  and  the  whole  would  be  drawn  up 


"  The  Cot:nty  Commis.^ioner>  b«-lieve  that  they 
have  the  right  to  mbccrilM;  to  the  stock  of  the 
Sunbury  and  Erie  railroad,  and  desire  to  exercl>>c 


an  incline  say  of  one  intwenty-five,  forany  re<inir-|lliat  right.  If  they  xu-re  to  subscribe  we  could  not 
ed  h.ight.     If   the   ditlerencc   of  level   bHween  interfere.     A  Civil  Court  might  restrain  them, 
lakes  Erie  and  Ontario  could  be  throwu  into  one 


plane  in  the  ship  canal  around  ^■iagara,  the  whole 


"The  only  way  in  which  this  Oouit  <  ould   inter- 
fere wf  u!<!  be  where  it  c<Mild  l>eshown  that  a  bribe 


ri.se of  iiOO  feet  or  more  would  be  overcome  in  half i had  been  taken  tO|.r<.  ure  the  subscription. 

^Q  l,yyr.  '■  Nothing  having  been    produced  to  show  cor- 

So  far,  the  Monis  canal  famishes  tb.c  only  ap-  jruption  or  bribery  in  pro.  nring  this  subscription, 
plication  of  this  plan  in  America.  In  Scotland,  i  this  Court  cannot  inleif  re.  Until  more  evidence  i.n 
however,  a  plane- ui>on  this  general  cunst,n;<iion;i'ro<Uice<l  t.)  !<how  bribery,  a  presentnient  ought 
has  been  built  and  operated  by  steam,  while  thejnot  to  be  made  ag.«iiist  an  individual  or  a  corpora- 
boats  instead   t)f  iK-ing  run  Oil    open  trmks,   are; lion. 

fiojiU'd  into  "lock  cradles"  occupying  their  place.  "  H -'  was  not  at  all  surprised  that  the  attention 
The  folio v.ingrxtmct  from  a  Glasgow  paper  shows  I  of  the  Court  aud  Jurj- bad  l>een  brought  to  the 
thesourccfrom  whence  the  improvement  was  de-jmatUT  of  the  subscription,  and  that  the  public 
^.^.pjj  niind  had  been  excited  upon  this  subject,  if  three 

Caaal  Lucks  Superseded. —Oa  theMonklandcan-imcn  i)o.ssess  .such  iK>wer  as  is  claimed  by  thecoun- 
alatBlackhillLocks,  the  waste  of  water,  time  audi  ty  comraissionerN,  it  is  a  very  dangerous  power, 
labor,  has  been  obviated  by  the  substitution  of  a  jand  all  of  us  may  oe  made  t.  uff-r  from  it,  if  le- 
steep  incline,  with  rails  a:id  water  tight  cradles  in-  gislative  interference  is  not  called  into  miuisi- 
to  one  of  which  latter  the  boat  is  floated,  when  it  tion.'' 
is  drawn  up  with  a  wire  rope,  worked  with  drums, 
by  the  power  of  a  steam  engine,  aided  by  the  de- 
scending cradle  tilled  with  water.  Thus,  in  five 
minutes,  the  half  hour's  work  of  eight  locks  cost- 
ing hitherto  £100  a  day  is  done  at  comparatively 
little  expense,  and  with  a  waste  of  no  more  than 
the  water  displaced  by  each  boat,  when  floated  in- 
to its  crjulle.  Mr.  Leslie,  of  Edinburgh,  the  engin- 
eer of  Dundee  harbor,  has  adopted  this  idea  from 
American  practice  or  experiment. 

The  Newark  Inclined  plane  is  within  the  <ity of 
Newark.  N.  J  ,  not  more  than  ten  minutes'  ride  of 
the  Market  street  station  of  the  New  Jersey  rail- 
road, and  those  who  have  never  seen  this  iriuraph 
of  engineering  should  avail  themselves  of  the  op- 
portunity. The  best  time  to  v  isit  it  is  on  Mon- 
day morning,  when  the  boats  which  collect  on 
Sunday  at  Bloomlield,  on  the  "  17  mile  level,"  are 
descending  to  tide  water.  The  machinery  howev- 
er, is  always  open  for  inspection,  and  is  in  use  for 
most  of  the  time. 


Joarn^l    of  Elallroail  I<a\v. 

KCNBURV    ti    ERIE  RAILROAD  SLBSCniPTION. 

The  views  of  the  Court  in  this  case,  as  express- 
ed below,  are  undoubtedly  just.  Until  criminal 
courts  are  more  successful  in  punishing  full  blown 
crimes,  they  had  better  not  meddle  with  those 
which,  at  the  worst,  arc  only  in  the  bud. 

The  Grand  Jury  of  Philadelphia  having  desired 
to  take  some  action  to  prevent  the  subscription  by 
the  county  commissioners  of  ^2,0<JO,000  to  the 
Sunbury  and  Erie  railroad,  asked  the  opinion  of 
the  District  Attorney  as  to  their  power  in  the  pre- 
mises. Mr.  Reed  replies  in  his  opinion  that  the 
Grand  .Jury  had  belter  not  take  any  immediate  ac- 
tion. Judge  Thomi>6on  who  was  appealed  to,  re 
marked  that — 


"  The  matter  charged  liere  is  that  the  County 
At  liittltj  F*li»  it  would  effect  au  equal  iftvlagl^owna'M'onf'is  are  about  to  do  something  contrary 
in  cost  and  time.    To  what  estont  iniglit  tbe  buti- 


n^H  ftf  tha  |»or,t)ivlvftnlR  capal  be  inei^ased  if  U 


THE  -MAD  RIVEft  AXDL.tKE  ERIE  BARIIOAD  CO. 

This  Company  which  constructed  a  new  road 
from  Tiffm  to  Sandusky,  in  alleged  violation  of 
good  faith,  towards  the  Bellevuc  i>eople,  w  ere  en- 
joined against  using  their  new  rouli-.  .md  tiub.se- 
ijuently  by  Judge  Corwiu,  the  injunction  was  dis- 
solved. But  Chief  Justice  Bartly  lately  at  Cleve- 
land annulled  J  udge  Corwui  s  order,  so  th»»t  the  com- 
l•.^nJ'  must  forego  the  freedom  which  they  for  a 
brief  period  eiijoyed, — aud  are  compclKd  to  sus- 
pend further  actiou  until  the  proceedings  for  <-on- 
tempt  of  court  iire  concluded,  and  the  final  decis- 
ion in  their  case  has  been  rendered. 

THE  RIGHTS  or  RAILROAD  t-MPLOVEES. 

The  decision  of  the  Huntington  County  Common 
Pleas,  in  Pennsylvania,  in  the  case  of  Mitchell  vs. 
Pa.  Railroad  Co.,  illustrates  the  following  two 
sound  principles  of  law. 

1st.  That  one  employee  has  no  right  of  action 
against  the  principal  for  an  injury  caused  by  the 
negligence  of  a  fellow  empl>yee. 

2d.  That  when  a  railroad  company  places  in  the 
hands  of  an  employee,  when  he  is  employed, 
rules  for  his  guidance,  one  of  which  is  that  "the  re^- 
ulur  compeusnlion  must  cover  all  risks  in  thecumpu- 
ny's  service,^'  this  becomes  a  part  of  his  contract 
with  the  company,  and  bars  all  claims  forhijurics 
received  in  such  service. 

The  plaintiff  claimed  da:n.igcs  for  an  injury  sus- 
tained by  a  collision  of  a  passenger  and  a  freight 
train  in  1851.  lie  was  long  disabled  in  con»e<(Ufiice 
of  such  injury,  and  will  probably  he  so,  to  some 
extent,  through  life.  The  acci<lenthappent'd  from 
the  negligence  of  the  conductor  of  the  fieight 
train  and  bad  plaintiff  been  a  passenger  his  claim 
would  have  been  sustained.  But  be  was  a  bag- 
gage master,  and  that  he  has  no  legal  right  of  ac- 
tion in  this  cise,  -vas,  as  the  court  considered  ap- 
parent from  the  following  authorities.  Priestly  vs. 
Fowlor  3  Mee,  4^  8.  decided  In  1897.    Farwell 


to  lavr,    This  do«i  not  Inlng  them  wlttiJH  the  p»tN 

m<^  of  ft  wrimjft^l  poufij  Hblob  Uft  wan  of  puo-  v«.  th0  Boitofi  A  Wc-r^j^tt^r  R  R.  Co,  4  M«t-  i% 
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Story   on  contracts  <)458.  7U  Eii.  t'oiu.  Lnw.   ib4 
Hutcliinsons  Executor  vs.  the  York,  Newcastle,  & 
Branch    R.  R.  Co.   5   En.  Rep.  344.     Strange  vs. 
McCormiok  10  Am.  Law  Journal  398. 

The  Court  ob-served  that  "every  business  has  its 
risks,  with  which  one  engaging  in  it  is  supposed 
to  be  aciiuaiiited,  and  to  undertake  to  construe 
otherwiseaconiractoftliis  kind  would  often  amount 
to  a  sort  of  insurance  against  the  casualties  of 
life.' 

"  The  principle  is/'  says  Baron  AIdcr<!On,  in 
Hulchinion  vs.  the  York-  4*  North Mi'lland  lia'droad 
Co.,  "that  a  servant  when  lie  engages  to  serve  a 
master,  undertakes  as  between  him  and  his  mas- 
te  lo  run  all  the  ordinary  risks  of  the  service,  and 
this  includes  tkr  rtsic  of  neghgrncr  on  t/'if  pari  nf  a 
f'Llow  scn-aiif,  acting  in  the  discharge  of  his  duty 
as  servant  of  their  common  master."' 

But  m'  reover  the  plaintitl"  li.id  the  company's 
book  of  rules,  by  which  his  wages  were  to  cover 
all  risks.  And  these  rules  the  court  declared  to 
constitute  a  contract  between  him  and  liis  em- 
ploycr-i.  This  rnling  is  in  accordance  with  Austin 
vs.  the  M.inch'fier  lin-lroad  Co.,  70  Eng.  Com. 
Law,  454. 


The  SlUkUsippi  auti  Ohio  Riveritt 

The  Mi>;sijsippi  and  Ohio  rivers,  containing  plans ! 
for  the  protection  of  the  delta  from  inundation  ;  I 
and  investigations  of  the  practicability  and  cost  of! 
imiiroving  the  navigation  of  the  Oiiio  and  other  i 
rivers  by  means  uf  reservoir.s  :  with  an  ai)j>ondis  ■ 
on  the  bars  at  the  mouths  of  the  Mississippi.  By  | 
Charles  Ellet,  jr.,  civil  engineer.  Philadelphia,' 
Lipiwncott,  Grambo  &  Co.  18o3.  j 

The  Memoir  on  the  Mississippi  river  was  origin- 1 
ally  presented  in  a  report  to  the  War  Department  j 
and  published  in  the  Executive  documents  of  the' 
Senate.     It  bears  evidence  of  a  close  stutly  of  the 
physical   constitution   of   the  delta   and   of    the 
causes  that  have  given  it  it«  present  extent  and 
ch.Tiact  r.    The  habits  of  the  river,   its  reception 
and  discharge  of  water,  including  all  the  particu- 
lars of  its  width,  depth,  inclination  and  velocity, 
currctits,  overflows,  and  the  solid  material  which 
it  is  carrying  down  to  the  ocean,  are  all  exhibited. 

The  object  of  the  work  is  fully  indicated  in  the 
title.  Tho  physical  constitution  of  the  delta  and 
the  habits  of  the  river  are  first  described.  The 
delta,  of  u'lifonn  southern  slope,  500miles  in  length 
and  40,"  00  square  miles  in  extent,  having  been 
formed  by  the  matter  brought  down  by  the  river 
from  the  country  in  which  it  lias  its  source,  is 
shown  to  be  contisiually  extending  into  the  sea, 
diminishing  in  slope  and  increasing  in  depth.  The 
process  by  whieh  it  has  been  deposited  has  dif- 
fused it  over  a  width  of  from  75  to  150  miles  and 
tho  level  of  this  surface  being  necessarily  nearly 
tho  same  .w  that  of  the  stream  which  has  formed 
jt,  and  which  has  raised  its  own  bed  ujMjn  it,  a 
large  extent  of  country  is  exposed  to  overflow 
upon  every  considerable  ri?«e  of  the  water.  The 
inundated  lan<l.-(  are  the  neUvrnl  reservoirs  which 
receive  the  surplus  which  the  channel  of  the  river, 
in  such  stages  of  water,  is  insufficient  to  discharge. 
The  exclusion  of  the  water  from  these  lands  by 
means  of  levees,  and  by  the  drainage  and  cultiva- 
tion attending  their  reclamation,  Ihrowa  upon  the 
river  the  tiisk  of  bearing  this  surplus,  In  addition 
to  its  n^■ual  flow.  The  ctlect  of  the  natural  reser- 
vation of  water  is  strongly  presented  by  showing  j 
oonclusively,  that,  even  with  the  present  extent  of  | 


le>'t;LS,an  aminint  of  water,  gnater  thai  that  sup- 
plied by  the  Ohio  and  all  tl.o  tributaries  vonth  of 
it.  In  absorbed  by  the  swamps  on  the  si-h  .i  of  thi 
Missixsi]iiii  and  i)«  nfvr  discharged  at  its  month 
The  volume  of  water  <lisrliarged   per  second  at 
Caite  (iirardeau,  above  the  conrtuence  of  the  Ohi< 
is  greater  than  tluit  which  flows  past  New  Orleans. 
Nor  by  throwing  the  amount    now  lost   in  the 
swamps  into  tin*  channel  of  tlic  river  will  the  in- 
creased current  abrade  a  p.tssage  of  sulficient  di- 
mensions for  its  discharge,  as  the  cx|)erience  with 
the  diflTerent  "cut-oflTs"  has  demonstrate!.     The 
Raccourej  cut-off,  now  pijcii   for  three  years  and 
with  tho  advantage  of  an  increased  current  owing 
to  passing  through  a  given  descent  of  the  river  m 
a  less  distjuice,  has  not  yet  gained  the  averag- 
cross  section  of  the  river  above  or  below.     Am: 
the  effect  of  "  cnt-offs  "  is  to  assist  in  inundating 
the  country  below,  as  by  increasing  the  inclinalioi 
of  the  stream  at  the  points  where  they  are  niadi 
a  larger  dis-chargc  is  thrown  upon   tho   channt  1 
b.low,  while  the  capacity  of  the  channel  to  dis 
charge  the  increased  burden  is  no  greater  than  be- 
fore. 

The  overflows  aiij  yearly  inereasii(>;  ujwn  thi 
country  of  the  lower  Mississippi,  and  it  has  be- 
come an  object  of  the  most  importatit  character, 
one  which  is  sought  both  by  itidividnal  enierpri.se 
and  by  state  legislation,  to  avert  their  destructive 
e  fleets. 

Mr.  Ellet's  phir.s  propose,  a.s  a  tempjrarj-  relief, 
the  extension  of  tho  levees  and  an  increase  ol 
their  strength,  and  as  a  collateral  protection  the- 
prohibition  of  any  future  cut-oft's.  He  also  pro 
poses  the  formation  of  a  new  channel  for  the  river 
into  tiic  head  of  Lake  Bor.ine,  which  is  in  efleci 
to  shorten  the  delta,  increase  the  inclination  ol 
the  river  surface,  and  thereby  produce  greater  dis 
charge.  The  enlargement  of  the  Bayou  I'LuiU"  - 
mine  and  of  the  ch.annel  of  th>5  Atchatahtya  is 
also  urged  as  a  relief  to  the  part  of  the  coast  most 
exposed  anei  for  elfjcting  a  separate  discharge  ol 
the  Red  River  and  the  Washita. 

But  Mr.  Ellet's  principle  plan,  which  he  has 
urged  upon  a  conviction  of  its  affording  the  only 
certain  and  permanent  relief  for  the  protection  of 
the  delta,  and  at  the  same  time  of  improving  the 
navigation  of  the  Mississippi,  is  the  equ.tlization 
of  the  waters  by  the  construction  ol  artiflcial 
reservoirs  upon  the  tributaries,  in  which  the  water 
may  be  retained  in  time  of  freshets  and  from 
which  a  discharge  may  be  maintained  iu  times  of 


iliat  river  by  means  of  reuervuirs.  Xbai  it  can  be 
accomplished  Mr.  Ellet's  work  seems  sufficiviit  to 
;»rove,  and  surveys  should  at  least  bo  made  with 
a  vi«w  of  adopting  this  plan.  Whether  accom- 
plished in  our  own  times  or  m  the  future,  the  plan 
kvill  not  lose  its  prerogitive  of  boldness  and 
beauty. 

To  Mr.  Ellet,  we  believe,  belongs  the  great 
.•redit  of  suggesting  this  scheme  of  public  iui- 
i>rovement  in  its  great  applicVition  to  the  discharge 
>f  the  mighty  rivers  of  the  West.  He  has  sought 
for  facts  and  has  observed  results,  has  made  the 
ircumotances  and  conditions  of  these  rivers  a 
study,  .OS  his  memoir  fully  proves,  and  altogether 
iias  proeluced  the  most  siartliiig  and  fertile  contri- 
bution to  physical  science  that  has  api>eared 
.vithin  recent  times.  His  work  commands  the  at- 
tention of  all  immediately  or  rtme)tely  interested 
in  the  future  progress  of  the  great  Mississipp 
valley. 

FiBHiices  <»r  Teiiiiesace* 

Gov.  Campbell  of  Tennessee,  sent  in  his  annuid 
message  to  the  Legislature  of  thcit  State  on  the 
dth  mst.  Wo  extract  a  i)ortion  of  the  document 
relating  to  the  State  finances,  intercommunication 
and  banking. 

"  The  receipts  derived  from  all  soarres  for  the 

wo  years  terminating  on  the  1st  of  Oetul>er,  1861, 

.vere  Sjii,".iO2,04tj  80,  while  the  expimiiiurc  for  the 

»ame  perieiel  aiue;uLieel  to  Sl,218,387  28,  showitg 

an  expenditure  greater  ilian  ilie  receipts. 

••  'fhe  total  value  of  the  taxable  property  of 
the  StatAi  reported  to  the  Controller,  as  a-ssessed 
uy  the  Revenue  Commissioners  for  tho  year  1852, 
IS  stated  to  bo  «il86,620,ll'.),  exhibiting  an  ave- 
rage value  of  land  at  ii^  b4  per  acre,  and  of 
slaves  at  $547  25. 

"  To  meet  the  liabilities  ol  the  State  of  every 
description,  including  existing  and  accruing  char- 
ges, iu  adejilion  to  the  b.d;ince  now  on  haiiel  in 
the  Treasury,  amiuuiliiig  to  the  siin»  of  S2ur),431 
oG,  the  means  aiid  sourcei  of  revenue  belonging 
lo  the  State  are,  in  the  Bank  of  Tennessee,  ?Jil,- 
000,000  of  Block,  and  al, 85^,209  65  of  the  sur- 
plus revenue,  deposited  by  the  United  States 
Government  with  the  State,  which  may  be  pro- 
l>erly  regarded  as  means  of  tho  Stale,  and  SGilS,- 
000  of  Stock  in  the  Union  Bank.  Each  of  these 
Banks  pays  semi  aumial  riividenels  of  about  4  per 
cent,  and  tho  stock  of  each  is  regarded  as  at  par 
value. 

•' Beside  Bank  stock,  the  State  owns  stock  in 
rurni)ike  Companies,  and  in  tho  East  Tennessee 
ani  Georgia  Railro;id  Company  to  the  amount  of 
i^2,02S,b5b  60.     Several  of  these  pay  dividends. 

'As  a  further  support  to  the  public  credit,  it 
should  be  stated,  tnat  for  the  whole  amount  ad- 


drought 


vanced  by  tbe  State  iu  the  way  of  loans  \n  bonds 
As  the  freshets  of  these  rivers  are  not 'of  the  Slate  is.>>ued  to  Railroad  Companies,  or  by 


tirst  receive  the  thaws  and  drainage  of  the  moun 
tain  slopes,  it  seems  clear  that  on  these  tributaries 
there  can  be  aititicial  means  of  controllmg  any 
rise  or  fall  of  water.  Many  of  these  smaller  tri- 
butaries being  little  used  for  navigation,  and  tra- 
versing wide  vallies,  often  nearly  barred  across  by 
hills  where  the  outlet  of  the  stream  is  found 
might  be  made,  by  aid  of  suitable  dams,  to  throw 
back  an  immenss  volume  of  water,  capable  of  con- 
trolling the  navigation  at  least,  and  if  sufficiently 
numerous  and  properly  distributed,  the  freshets 
also 
The  Memoir  upon  the  Ohio,  now  published  for 


curity  are  provided  by  mortgages  upon  the  entire 
roads  and  proi)eriy  of  the  rtbpective  companu-a. 

'  The  public  debt,  exc'nsive  of  current  charges, 
and  the  evidences  of  wliich  consist  of  bonds  isaiicd 
by  aulhoiity  of  the  State,  and  bonds  indorsed  by 
the  State,  of  certain  companies,  amounts  to  $5,- 
746,856  66.  These  bonds  were  issued,  bvarnig 
various  rates  of  interest,  that  is  to  say,  tivo 
and  one-fourth  per  cent,  internal  improvement 
bonds,  amounting  toS21:i,41G  00;  Ave  p  r  cent. 
bonJs  is.su  -d  o.i  i-ume  account  §1,838  440;  six  per 
cent,  bonds  isou.  d  to  the  Bank  of  i'euu  esje, 
SI ,000,000;  Jive  iK;r  cent,  bonds  issued  to  the 
Uui on  Bank,  S250,000  :  being  $125 ,0U0  hs,8  tha:i 
tho  last  statement — tliis  h.s.  amoimt  having  been 


redeemed  by  payment  since  tllela^t  fessioii  of  the 
the  flr^t  time,  contains  a  special  Investigation  of  jLj.giBijjtQie  ^  gjj  per  cent,  bonds  issued  for  build- 
the  practicability  of  controlling  the  navigation  of ;  iug  the  C»pitol.  S500,000 ;  six  j)€r  cent,  bonds  is- 


^T^tT?*™ 
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6ue<i  umlor  lUe  act  ot  Ib^y — 60,  »ud  uudur  acts  dcHeciiou,  over  the  lops  of  towers  OU  feet  higli. 
of  the  iast  Legislature,  and  loauvd  Ut  rarious  rail  •  Thu  towers*  are  now  far  ac'vanced  touarda  cumble- 
and  plaiik-ro;id  coinpaiiii-s,  ??l,U93,0iX);  six  pcrjtion,  having  be>n  ba^n  i  some  four  or  Are  moniiis 
cnt.  b.iiifls  of  the  Nashville  and  Cbatia;  ooga!  fiinrc  Tli*y  are  15  fci-t  i-qu.ir.!  at  liK'  base  aud 
Railroad  Company,  indorsed  by  the  Stale,  S850,-[  8  stpiare  at  the  top,  built  of  a  dark-colortd  limv- 
OOO.  It  is  proper  to  state,  tliat  of  the  above' stone,  very  hard  and  compact.  But  the  tirsl  oj  e 
amount  of  bonds,  there  have  been  issued  since  I  ration  whicli  was  commenced  hi'^t  winter,  was  lo 
the  last  session  of  the  Legislature  to  the  Memphis!  sink  eight  shafts,  25  feet  deep,  in  the  rock  Iwlow 
and  Charleston  Railroad  Company,  under  the  act  the  towers,  tour  on  each  side  ol  the  river.  In  thi- 
ef the  llih  Fv^'bruary,  1852,  8400,000:  to  the  i  bottom  of  each  of  these  culargi-'d  for  the  purpos:e,  i  and  allowinR  it  a  free  passage.  The  width  of  the 
plank  road  company  from  Dyresburg  to  the  Mis- 1  a  cast-iron  i)late,  six  feet  sipiare,  was  placed,  to  ■  lower  i»art  will  be  nineteen  leet  clear  of  the  upi^er 
si8.->ippi  River,  $25,(X)0 ;  to  the  E;i8t  Tennessee  and  |  which  an  innuense  chain  was  f;istened.  The  shalt  >  twenty-four  feet,  the  latter  being  elevated  twenty 
Virginia  Railroad  Company,  under  the  act  of  thcj  was  then  Jillcd  in  with  masonry,  the  chain  b.eing  |  feet  above  the  other  floor,  and  '2'iO  above  tiie  wa- 
15tn  January,  1852,  to  aid  in  the  construction  of'  imbedded  iii  a  mixture  of  cement,  lime  and  sand.  >  ter.  As  to  the  capacity  of  the  bridge— .■■u!»iK->8ii  g 
bridges  on  the  road,  S-300,00();    to  th    Eiist  Ten- j  These  chains  reach  the  surface,  outside  the  base  I  it  covered  from  end  to  end  with  a  loaded  trail, 


will  m.^ke  the  trusses  extremely  rigid.  li«  sides 
Llies;j  iwo  sources  o!  stittness,  slays  «viii  be  male 
»s>e  of,  that  is,  iron  rods  reaching  out  from  the 
lowers  to  the  bridge  at  diflVrenl  anghs,  lik>  t  lOsc 
sometimes  employed  to  sust.  iu  a  long  and  heavy 
gate.  These  three  resources,  it  is  believed,  wiU 
supply  lo  liie  bridge  al!  needed  siitihess. 

The  action  of  the  w/nd  will  not  be  very  groat 
ihe  tru.''.'»ing  of  tlie  lower  bridge  being  ijuitA.-  o|)en 


uessee  and  Georgia  Railroad  Comiwiny,  under  the 
acts  of  the  4th  and  26th  February,  1852,  to  aid  in 
llie  completion  of  the  roivd,  :&20,(X)0:  for  complet- 
ing the  Statu  Capitol,  S250,O00;  and  that  the 
boudsof  the  Niishville  and  Chatiatiooga  Railroad 
Company,  within  the  same  period,  have  been  in 
dontcd,  under  the  act  of  1847-8,  to  the  amount  of 
S250,0o0 — an  equal  amount  having  been  indorsed 
by  my  predec>ssor,  under  the  same  act.  Bonds 
of  the  company  have  been  indorsed  under  the  act 
of  the  last  session  of  the  Legislature  to  the  amount 
ofS350,000. 

The  following  Banks  upon  the  free  banking 
principle  are  now  iu  operation:  The  Exchang" 
Bank  of  Murfreesborough,  with  a  capital  in  bonds 
fi.ed  with  the  Comptroller,  as  directed  by  law,  of 
'8y,683;  the  Bank  of  Knoxville,  with  a  capital 
of  S50,uOO;  the  Bank  of  Nashville,  with  a  capital 
of  S70,000;  and  the  Bank  of  Memphis,  with  a 
capit«lofS60,000." 


of  the  towers,  and  are  to  connect  with  the  cables,  ihe  weight  of  such  a  train  is  estimated  at  430  ton*", 
They  will  be  GG  feet  long,  each  con' islin;;  of  eisrht  i  which  added  to  the  weight  of  the  bridges,  7.2 
link.x,  that  aver.ige  over  eight  feet  in  length.  'I'hi  ,  tons,  and  fifteen  per  cent,  on  the  weight  of  t!  e 
links  are  made  alternately  of  seven  and  eightlirain,  as  the  result  ol"  a  s|)ced  of  tive  miles  p  r 
plates  of  wrought  iron,  each  plate  formed  into  "ne  i  rjour,  viz  :  sixty  one  tons,  make  1,274  tons.     Ti  o 


piece  withi.iu  a  weld.  Each  link  of  eight  plates 
has  sanawickcd  in,  to  luse  sin  expressive  phrase, 
llie  plates  of  the  sevenfold  link,  and  the  whole 
tifleen  are  rivited  finnly  together  by  an  iron  bolt, 
3J  in.  in  dianieler.  The  anchor  plate  at  the  bot- 
tom of  the  shaft  cannot  be  lifted  until  the  wljole 
rock  is  rai.sed  bodily,  with  all  its  incumbL-nt 
ma.sonry.    Nor  can  the  plates  aud  chains  give  way 


tension  of  the  cables  resulting  trom  this  and  tlicr 
average  deflection,  is  etjual  to  2,240  ton*.  Their 
capacity  is  10.000,  or  more  than  four  limes  that 
tension.  The  tension  referred  to,  it  will  be  ob- 
served, is  an  extraordinary  one,  as  it  can  scarc<"ly 
be  8uppt^)sed  that  a  loaded  traiu  eipial  in  lengih  to 
ihat  of  the  bridge.  Mill  ever  be  allowed  upon  it. — ^ 
Assuming,  as  the  engineer  does,  2,000  tons  as  & 


Railway  Bridge  at  Niagara. 

This  great  work,  which  is  to  unite  the  United 
States  with  Canada  by  a  railway,  is  rapidly  ad- 
vaMcing  under  thj  supervision  of  Mr.  John  A. 
Roeblmg,  an  engineer  favorably  known  in  coimt  c- 
tion  with  the  suspension  aqueduct  on  the  Penn- 
sylvania Canal,  at  Piilsbuigh,  and  a  hiispen.sion 
bridge  over  the  Monougahela.  near  the  s;«m.' 
place.  As  it  is  to  be  on  .some  accounts  one  of  the 
most  remarkable  mechanical  achievements  in  the 
world,  we  .shall  be  pardoned  for  devoting  con- 
.sideiable  space  to  a  careful  d  scription  of  its  plan 
and  prospects,  li  is  well  known  that  Stt-phenson, 
tiio  Magnus  Ai>ollo  in  engineering,  whose  fame 
rests  \\{>o\\  his  Tubular  Bridge  over  Menai  Straits, 
has  decided  against  the  suspension  principle  as 
applied  t«>  railway  bridges,  mainly  on  the  ground 
that  it  is  incapable  of  rendering  them  sufhcieutly 
stitf.  The  succtssful  construciion  of  this  work, 
iber.  fore,  at  Niag.ira,  will  make  an  era  in  bridge 
building.  It  will  bo  doing  what  has  net  merely 
never  been  done  before,  but  what  has  been  pro- 
nounced by  ihe  highest  authority  impracticable. 

The  present  .susiiension  bridge,  having  been 
consirucUd  ia  1847  to  aid  iu  the  erection  of  the 
lailway  bridge,  will  be  removed  after  performing 
that  service.  It  was  begun  by  a  boy  on  the 
Canada  shore,  who  elevated  a  kite,  and  by  that 
nieana  established  a  thread  commum'cation  with 
the  other  side.  Over  this  tow-path  wire  was 
drav/u,  and  llie  wire  cabl.s  were  soon  fomicd. 

The  railway  bridge  will  consist  of  two  parts, 
e.ica  suspi-nded  fnmi  two  cables ;  a  covered  one 
for  Common  travel,  and  above  that,  on  its  roof,  an 
open  track  for  the  railroad.  It  was  first  intended 
to  build  a  bridge  witli  a  single  floor,  but  the  ditfi- 
cnlty  of  rendeiing  it  wide  enough  for  purposes  of 
horj'e,  foot  and  .stiam  locomotion  at  the  same 
tirat',  without  making  il  loo  heavy  and  too  ex|>en- 
sivi',  cansrd  the  plan  lobe  abandoned.  The  double 
floor  of  ihis  bridge  simplifies  the  probhm  of  ren- 
dering a  stitf  support  to  the  weight  of  a  railroad 
train,  by  placing  under  it,  in  addition  to  other 
props,  the  tiussi-8  that  will  form  the  sides  of  the 


from  any  force  which  can  be  withst<'o<l  by  the  '  lension  to  which  the  cables  may  more  fiv<iuently 
cables,  and  they  are  calculated  to  withstand  a ;  be  sulj.-cted,  he  has  provided  a  resistance  equal 
pre.-sure  four  tinits  greater  than  the  whole  weight  i  to  five  times  that.  The  covered  lloor,  were  it 
of  the  .suiK-rstructure.  combined  with  any  load  crowded  to  its  utmost  capacity,  might  hold  olO 
that  will  ever  be  phiced  upon  it. — The  towers,  it  tons. — But  as  this  might  be  closed  iu  Ciise  of  « 
will  be  observed,  act  as  tulcrums  belwcfn  the  j  very  heavy  train  approaching,  before  it  was  allow - 
chains  on  the  one  side  and  the  cables  on  the  other, !  ^d  to  come  upon  the  bridge,  it  is  not  necessary 
aud  the  weight  of  a  loaded  briilge  will  not  act!  to  make  a  calculation  for  an  extreme  load  upon 
upon  them  sideways,  but  vertically.  j  both  parts  at  once. 

The  cables  are  to  be  9i  inches  in  diameter,  each  'A'''«  suspension  bridge  at  Lewjston  i.s  1,040  feet 
formed  of  3,390  strands  of  wire.  Lorj;,'  lines  of  '"  '^-'Hgih,  the  largest  in  the  world.  This  will  be 
wire  aie  first  formed,  by  fltthig  tho  ends  of  sc]!  -10  feet  shorter,  but  a  far  more  surprising  work. — 
arate  ideces  to  one  aaothiT  and  wrapping  ihem  '  ^' •'^  ^f  l*^' "'""*^  "*^^t  June.  Its  cost  was  estimated 
round  with  smalkr  wire.  Th.  ho  are  th>'n  dippe<l  .  't  S25Lt,00i.l,  but  it  is  likely,  we  are  told,  to  exceed 
in  boiling  oil  and  dri  d,  au<l  the  j.rocess  is  i\p  at  '  l'»<"l  amount.  Supposing  it  is  twice  as  much,  what 
ed  a  mimber  of  tinus,  uniil  a  oatinc  is  f.>rm  d  I  ■'' ^a^'i^^g  •-'*'«"  then,  in  comparison  with  the  im- 
that  will  proU'ct  the  imtal  thoroughly  from  the  •;»"-■"!*«  exjxjndiiure  to  which  Suphensou  has  mb- 
m<»isture.  The  wire  is  then  wound  round  larg  ijtscted  the  English  at  Menai  Straits  and  Montn  al. 
cyhnders.      These  operaiiiuis  are  now  going  on  |  i'*'<^,  tubular  biidge  at  Montreal  is  not  yot  done  or 


upon  the  Canada  shore.  When  the  cable  comes  let 
bj  firmed,  the  wire  will  be  drawn  over  to  th  ■ 
American  side,  on-.',  strand  at  a  time,  p;is.scd  thro 
the  link  of  a  chain,  then  drawn  back  to  the  other 
side,   passed   through  a  chain   there,  aud  so  on 


I  paid  for,  to 
1  ^•7,000,000. 


be  sure,  but  its  cost  is  estimated  al 


Virginia  an  I     l«»»easer   KMllroad. 

The  sixth  annual  meeting  of  this  compaiiy  was 
back  and  forth,  unlTl  the  whole  cable  is  made  up:  ■  1»«-'1<1   «"»t  Lynchburg  on  Wednifday,  dt.  26th,  at 
this  w ill  thvii  be  lightly  wound  round  with  a  small    which  lime  the  Pn-sidcnt,  Johu  R.  McDaniel,  sub. 
wire.     The  cables  will  connect  with  the  chains,  i  .nitt^j  1.;^  jj^nual  report,  dving  the  foil-win  -  ex- 
atier  passmg  throusrh  iron  saddles  on  the  top  of  | ,  .,  ..    ,  .,       a,.  , 

the  towers,  fiiese  being  iron  blocks  wiih  a  grtJove  !  '"^'^  °^  ^^'^  ''^'""  "^'^  prospects  of  the  company 
in  them  fitted  to  the  cable.     Each  saddle  rests  !  f^'" '•l'^  year  endmg  Se}>tembor  30th  185  5. 
upon  a  wrought  iron  roller,  three  inches  in  dia- j     During  tho  year  aud  as  soon  as  practicable  after 
meter,  that  n.lls  on  a  smooth  iron  plate.     This  is  *  lie  adjournment  of  the  last  meeting  a   mortgage 

lo  accommodate  anv  slight  motion  that  may  arise  i   „  .i,    ...i i . j      j  „     • .  ,   j 

e  1.      •"   1  ^  .It,-         ■',,      on  the  whole  ro;id  and  equipment  was  executed  as 

from  unequal  tension  ln-tween  tho  chains  and  the  !  .  ,       ,  ^    * 

cables,  when  the  bahinco  is  from  any  cause  dis- 1=**-''^""^^  ^'^f"  '-onds  then  authorized  to  bj  issaed. 
turbed.  |  Of  these  latter  $600,000,  convertible   into   stock, 

Stephenson's  great  objection  t-o  the  suspension  j^re  held  for  payments  njion  monthly  estimates  \o 
principle,  as  wjts  stated  above,  w.ts  the  want  ot  [contractors,  an  a cree men t  having  been  made  for 
siifl:ness.     It  is  conceded  by  the  engineer  of  tliis  ;  ^^xa^  purpose.     81,000,000  of  these  bonds  Me  to  Iw 
bridge,  m  his  roi»ort  on  the  subject,  that  wire  ca- i  ■.    ,       j  , 

bles  will  not  be  sufficient.     But  he  reli.s  for  stiff  ;  ^""Celled  and  an  e.pial  amount,  rcpresoutod   by  a 
ness,  first,  upon  the  timbers  placed  under  the  rail-    State  loan,  will  be  substituted  in  their  place, 
way.     Two  girders,  as  they  are  called,  or  longitu-  |      A  suflScient  amouiii   of  iron   was  purchase 


d  in 

dinal  timbers,  four  feel  deep,   are  to  be  placed  in  ;  the  month  of  DecemUr,  1852,  and  in   the  earlv 
the  upper  floor,  for  the  immediate  support  of  the        _»  ^^^  la-t    .i  •        «  r  ui    <•      »i.' 

track      In  ad.lition  to  these,  are  tho  trusses  or  i  ^'^"^^  «^  ^^''^'  ^'"^  P^'^^^*  ^''"^   favorable  for  tb« 


sides  of  the  lower  brhlge,  which  will  consist  of.  company.     The  price  of  the  last  purchase  of  13.000 

upright  posts  five  fLet  apart,  supi>orting  the  upi>er  ,  tons   was  &71  81,  delivered  in  Lynchburg,  a  rate 

floor,  and  connected  witii  one  another  by  a  light  j  below  ihe  calculations  of  manv. 

bridging  and  by  iron  rcnls.     Any  pressure  npon  j     jj^  dividend  has  been  declared  out  of   tte  sar- 

either  floor  is  tlius  shared  with  Hie  othe".     These  i 

rods  are  to  bo  one  inch  in  diameter,  and  from  two  I^'"*  earnings  of  the  ro.id. 

A   survey  has  been   made  for  a   branch   from 


tower  portion  of  tho  bridge.     The  hollow  tube,  to  three  feet  long,  and  will  conuect  the  posta  by  ^     -   .■ -- -    ..- 

a  so,  which  that  part  will  form,  is  expected  to  aid  fives  crossing  at  right  angles,    between  tho  top  i  Abingdon  to  the  Cumberland  Gap,  which  the  e 

nut.rially  in  strengthening  tho  work,  operating  and  bottom  of  the  first  and  fifih.     The  vertical  ^jneer  retwrts  a«  135  miles  in  leueth  tho  distai 

like  the  tube  In  Stephenson  s  bridges.  action  of  each  post  is  bv  these  means  transferred  f  'f^      ^  !    J     f  f  .     .  ,'!*" 


en- 
ce 


The  bridge  will  be  800  feet  long,  hung  by  wire  to  each  of  those  with  which  it  is  connected^  The  i  l>«'«''^«n  Abingdon  to  the  North  Fork  of  HoIskm., 
ropes,  five  feet  apart,  to  four  >'uge  wire  cables,  rods  will  have  a  nut  at  each  end,  which  will  be  '  ^^^  ™1®«'  being  S33.000  per  mile,  the  remaining 
stretching  from  shore  to  shore  with  a  copsideraWe  screwed  up  tight  to  the  post,  so  that  these  rods  i  distance  at  i!?l7,660  per  mile,  aud  the  whole  line 


."dte;. 
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casting  52,ei3,061.  This  estimate  is  believed  to 
bo  fall  both  in  regard  to  distance  and  cost. 
Seyenty  ft-ct  grades  ?re  contemplated  hy  the  sur- 
ver.  The  estimate  includes  only  so  much  of  the 
Tunnel  in  Cumberland  Gap  as  lies  in  Virjjinia, 
leaving  the  remaining  portion  to  be  built  by 
Kentucky. 

A  survey  of  a  branch  lo  the  Salt  Works  in 
Washington  and  Smythe  Counties  gives  a  distance 
of  seven  and  a  half  miles  at  a  cost  of  SUO.O(X) 
lor  construction.  The  annual  product  of  the  Salt 
Works  is  416,000  bushels. 

The  payments  jmd  subscriptions  of  stock  have 
l>een  as  follows  : 

There  was  unpaid  on  Oct.  1st,  1852, 

on  iudividuai  subscriptions $173,907  59 

On  State  account 217.000  00 


•121,9'J7  69 

During  the  last  year  there 

has   been   subseiibed  of 

new  stock  by  individuals.  S  02.300 
By  State 170,800     263,100  00 


Of  tliis  there  has  been 
collected  from  indi- 
viduals   199,798  92 

State S:i2,20O  0<) 


^■6»6,097  69 


5:^,798  92 


Leaving  now  du«  and  unpaid  153,298  67 

of  which  S"66,508  67  is  due  from  individuals,  and 
.«S6,800  from  the  State,  showing  the  collectious  to 
have  been  (6-6)  five  sixthsof  the  entire  amount  out- 
standing at  commencement  of  the  year,  including 
subscriptions  since. 

On  1st  Oct.  1852,  there  was  unsubscribed,  of 
the  original  amount  authorized  by  the  charter,  by 
individuals  #162,700.  There  has  been  taken 
since,  as  shown  above,  S92,a<X)  which  loaves  un- 
subscribed by  them  $70,400. 

Seventeen  engines  have  been  contracted  for  du- 
ring the  year,  fourteen  of  which  at  S7,GoO;  one  at 
S7.5O0;  one  at  S8,000,  and  one  at  S9,000. 

i'roni  the  tabular  statement  of  the  freight  ticket 
and  disbursing  agent,  the  following  exhibit  of  the 
earnings  of  the  road  is  made : 
The  gross  icceipts  fioni  all  sources 

are «109.267  57 

From  which  deduct  expenses 06,531  2) 


S^12,730  31 

Tlic  average  length  of  read  in  operation  the  past 
year  was  63  mile?!,  .tnd  putting  the  cost  t  ereuf 
$1,242,209  20,  which  is  the  proper  proportion, 
pives  a  net  profit  of  3  44-100  per  cent. 

The  tonnage  of  material  u<<cd  in  construction, 
estimated  at  $4,000,  forms  no  part  of  the  above 
estimate,  and  is  beie  stated  only  to  show  the  full 
work  of  the  road. 

The  presid«'ut  roeommcnd^  the  application  of 
tho  surplus  profits  to  a  contingent  fund  for  the 
payment  of  inteivst  <jn  the  company's  loans. 

The  annual  st.Ttement  of  the  treasurer,  showing 
the  condition  of  the  iinances  of  the  company,  is 
submitled,  and  preoents  the  receipts  ;i!iddisbur.>*t'- 
ments  for  the  year,  as  also  the  receipts  and  ex- 
penditures from  the  organization  of  the  company 
to  same  time  (30  Sept.  1853.)  Tlie  aggregate  re 
eeipts  from  all  sounees,  (including  dalam-e  on  hand 
at  the  commencement)  were  $1,519,001  44,  and 
the  disbursement-.  SI;o44.844  79,  leaving  a  bal- 
ance on  hand  of  S14G,286  11— consisting  of$92,- 


860  Gl,  iu  cash,  .-ind  $63,400  in  Washington  and 
Smythe  County  Bonds. 

The  recc'pts  Jrom  tho  organicalioti  of  the  com- 
p.Tuy  have  been  $3,794,150  69,  and  the  expendi- 
tures $3,647,804  58. 

There  has  l)ecn  a  sale  of$10,000  ol  the  Washing- 
ton county  bonds,  and  the  money  in  payment 
thereof,  is  in  tho  hands  of  the  treasurer. 

No  sinking  fund  i3re(|uirt(l  to  he  held  for  the  re- 
demption of  the  loan  by  tho  state;  hut  instead 
thereof,  the  payment  semi-aimually  of3i  per  cent, 
which  pay^  tlie  interest  oi\  said  loan  an<l  in  34 
years  cancels  the  del)t. 

The  means  on  hand  for  future  operations  are  as 
follows. 

Cash  on  hand,  i)er  report $146,286  11 

Amount    due    fioiu     private   stock- 
holders        60,508  67 

Amount  due  from  State  on  account 

Stock 86,800  00 

Amount  due  on  Slate  Loan 385,000  00 

Amount  of  lloud  on  hand 406,000  00 

Amount  duo  by  Bills  receivable 84,282  39 


$1,124,877  17 
To  amount  due  individ- 
uals   $24,214  09 

Amount  due  bv  negotia- 
ble notes. . . ". 125.247  89 

.A.mount  due  Stockholil- 

ers 383  00 

Amount  due  Contractors  14,450  20 

104,205  78 


Shows  a  balance $900,581  39 

.V.dd  amount  of  Stock  to 
be  taken  by  Individ- 
uals  .$70,400  00 

Wbich   will   draw  from 

the  State 105.000  00 

170,000  00 


Makes  an  aggregate  of Sl,130,581  39 

In  the  above  cstimaio  the  State's  subscription 
as  put  down  is  $20,600  less  than  its  proportion  of 
the  Capital  Stock,  as  there  are  about  $13,744  of 
the  private  Stock  subscribed  believed  to  be  insol- 
vent; which,  however,  when  a  sale  and  transfer 
shall  be  made  to  somo  extent,  and  a  corresponding 
proportion  from  the  State,  will  be  rendered  avail- 
able. The  wants  ot  the  Company  to  comi)lete  and 
put  into  operation  tho  entire  work  may  be  put 
down  as  follows : 

Iron  unpaid  for  to  1st  Oct $581,639  28 

Engineer's  estimate    for  Graduation 

and  Masonry 369,827  00 

do.      do.         Superstructure  and 

Dridges 121 ,000  00 

do.      do.         Locomotives 120,0(.»0  00 

do.      do.        Rolliu"Siock 134,000  00 


Sl,;nG,4GG  28 
No  estimate  is  here  made  for  interest,  as  no  doubt, 
is  eiitcrlained  of  the  revenue  from  the  road  iu 
operation  being  ample  to  pay  running  expenses 
and  the  interest  on  loans.  The  estimate  of  the 
receipts  for  ti.e  prcset.t  year  is  $200,000. 

By  the  accompanying  report  of  the  Engineer, 
Charles  F.  M.  Garnett,  Es(i.,  we  learn  that  it  is 
expected  to  have  the  road  in  operation  to 
Chrisiiansburg  by  Christm.Ts. 

Beyond  tliat  point  there  is  comparatively  little 
heavy  woik.  and  nothing  can  occur  to  delay  the 
regular  progress  of  the  track. 

The  road  bed  is  ready  to  receive  the  rails  .*\s  far 
as  New  River,  with  the  exception  of  one  section 
near  the  River,  which  will  be  completed  by  the 
end  of  the  vcar. 


Tlie  iSew  River  bridge  is  in  rapid  progiess,  and 
will  be  completed  before  the  rails  can  reach  it. — 
The  whole  amount  of  graduation  aiid  masonry, 
which  rt  niained  to  be  done  West  of  New  River, 
on  tho  Ist  day  of  October  1853,  was  less  then 
$275,000,  so  th<t  there  is  now  notiiing  beyond 
Christiansbnrg  in  the  way  of  the  8ui>crstrncturo. 

The  traek  will  liertafter  be  laid  as  rapidly  as  it 
can  be  done  with  due  regard  to  the  faithful  execu- 
tion of  the  work ;  and  it  is  confidently  hoped  that 
it  will  reach  .Vbingdon,  and  perhaps  the  Tennessee 
line,  by  the  end  of  1851. 

The  Virginia  and  Tenue.s.sce  road  was  opened  to 
Salem  on  the  15th  of  December  last,  and  to  Big 
Spring,  about  73  miles  from  Lynchburg  on  the 
10th  of  Augu^t  last. 

The  President  of  the  Company  for  the  ensuing 
year  is  John  R.  McDanieli,  and  tho  Directors 
chosen  at  the  meeting  of  tho  stockholders  were 
Henry  Davis  of  Lynchbui^  and  George  Stuart  of 
Wythe. 


Xorfolk  mnil  Petemburs^  Railroad* 

It  will  be  seen  l)y  reference  lo  our  ;id vert  ising 
pages  that  proposals  for  work  on  this  line  are  soli- 
cited. Of  the  eharacter  of  the  work  to  be  let  the 
Norfo/k  Herald  remarks  as  follows  : 

Wo  were  favored  a  few  days  ago  with  a  view  of 
the  new  line,  as  projeited  on  iho  Map  aiid  cannot 
ex|)ress  ourstdvis  in  ivnns  more  favorable  than  it 
deserves.  From  tlie  .stalling  point  near  Norfolk 
city  there  are  but  two  curves  in  the  whole  lengijj 
of  the  r<ii»<l  for  seventy  five  miles,  viz  :  one  near 
Gilmcrton  and  one  near  Sutlblk.  From  tho 
Southern  llraicli  of  Flizabdh  River  to  Suffolk 
there  is  a  straight  line  for  16  miles,  then  with  an 
easj- curve  to  '^tt  a  proper  direction  f««i  Petirsburg 
the  road  ru;i>.  in  a  Bee  line  54  niilis! — avoiding  a 
vast  number  of  mill  ponds,  creeks,  &c.,  that  ab- 
oun<l  in  that  couniry,  and  erossinjr  the  main  water 
course.s  at  poinlN.  than  which,  nn»rc  eligible  can- 
not be  found  on  these  streams.  These  are  ad- 
vautajjes  w  !iieh  Avill  tell  in  the  working  of  the 
road,  since  besides  straight  lines,  the  grades  are 
no  heavier  than  would  be  necessary  to  the  proper 
drainage  of  the  road.  If  there  is  any  railway  in 
the  country  where  lines  equal  to  those  obtained 
here  are  to  be  found,  we  are  yet  to  hear  of  it,  and 
wben  we  take  into  consideration  tliat  this  line  of 
54  miles  straight  out!  has  been  establislicd  on 
ground  in  every  respect  the  most  eligible  for  the 
road,  we  nuist  consider  it  as  a  f.ignaj  achievement 
in  railroad  history.  The  avoiding  of  diflicult  cros- 
sings will  greatly  eontribnte  to  the  economical  aad 
speedy  constructions  of  tlie  work. 

From  the  1st  of  August  to  the  28th  of  Septem- 
ber, a  period  of  eight  weeks,  75  mil'  s  of  tho  line 
were  established,  aiid  115  surveyed  in  conn<.cuon 
with  it.  When  we  bear  in  mind  the  nature  of 
the  country  traversed,  the  d.use  foresis  and 
undergi-owth,  the  hot  sun,  a'.ternatid  with 
drenching  rains  wliiea  provaded  in  August,  and 
the  thousand  pi  sts  which  bes  t  our  w.  o Jed  low- 
lands in  midsummer,  we  fcil  bonnd  to  awa.d  our 
meed  of  [iralso  for  the  energy  and  industry  ovine -d 
on  the  occasion.  There  was,  too,  but  ^vm  division 
of  Engineers,  divid.il  in  two  part;<s  for  a  time 
only,  that  perfoimed  this  ta.sk.  Not  wailing  for 
.Ihsistants,  which  it  was  diOlcult  lo  obtain,  ow- 
ing to  the  demand  throughout  the  country,  the 
Principal  took  the  field  in  person  and  pushed  on 
with  untiring  diligence  till  his  work  was  tomple- 
led,  and  deserves  the  confid.  nee  of  every  true 
friend  of  the  road  There  has  bo^'n  not  ;j  moment 
unemployed — what  has  been  done,  was  ahiio^utcly 
necessary  lo  the  proper  location  of  the  road  and 
we  congratulate  our  citizens  on  the  au.spieious 
commencement  of  this  iniiiortaut  underlaHii.g. 

Two  parties  of  engineers  in  charge  of  Jno  A. 
Hayden  and  J.  M.  St.  John,  Asst.  Engineers  of  this 
road  are  engaged  in  the  location  of  the  line,  sixty 


vf^ift^^Kin^m^mgiifmfiiim  MfW-'- 
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two  miles  of  which  will  be  j>erraanently  fixed  before 
the  fir:  t  of  December,  and  the  remaining  seventeen 
miles  to  PeUTiburg  as  GOon  thereafter  as  prac- 
ticable. Thi.s  line,  which  is  in  charge  ofW.M/.HONF. 
Esqv.,  Chief  Engineer  will  be  composed  of  very 
easy  work  for  the  section  of  country  through 
which  it  is  to  pass,  and  is  eTcrj-  way  worthy  the 
attention  of  Contractors,  in  quest  of  jobs. 

Ev<4n«TilIe  and  CraMrfordsvllIe  Railroad  of 
Indixnaa 

The  flection  of  officers  of  this  company,  made 
on  the  10th  ult.,  was  as  follows : 

Hon.  Samuel  Hall,  jiresidont,  John  E.  Martin, 
secretary,  W.  J.  Ball,  chief  engineer.  By  a  reso- 
lution of  the  board  of  directors  it  was  decided  to 
scj)a'  ate  the  road  into  three  divisions  : — The  first 
division  to  cxt«nd  from  Evansville  to  Vincennes ; 
the  second  from  Vincennes  to  Terre  Haute,  and  the 
third  from  Terre  Haute  to  Grawfordsville.  or  as  far 


nessee  and  Virginia  road  is  proi^rcssing,  with  great 
energy,  and  it  is  exix'cted  that  30  niiles  "ill  be 
ready  for  the  rails  as  soon  as  the  lower  road  car. 
deliver  them  at  Knoxville.  The  remaining  portion 
of  this  road  is  in  a  state  of  forwardness  sufficient 
to  warrant  the  assertion  that  the  whole  track  will 
be  laid  continuously  from  Knoxville  without  any 
delay,  and  will  be  completed  by  the  1st  September 
1855  to  the  State  line  of  Virginia.  By  this  time 
the  Virginia  and  Tennessee  road  from  Lynchburg 
will  have  reached  the  same  jjoint.  Tiiis  will  com- 
plete the  great  inland  air  line  railroad  from 
New  York  to  New  Orleans.  It  is  gratifying  to 
learn  that  the  different  companies  fonning  this 
line  are  in  excellent  financial  position  and  will  be 
able  to  push  on  their  works  in  spite  of  all  present 
or  prospective  stringency  in  the  money  market. 

The  New  Albany  and  Salem  Railroad  commen- 
ced    running   regular  trains    the  8d    uU.  from 


I  Baiiiuior*  aud  Oblo  itailroad. ^ 

I  Tb'.^  tlcction  fjr  Dii-ectorj  at  the  rrcrut  annoal 
ek-cticn  r-Lultcd  iii  th*?  chcicy  of  ibc  follo'^lrg 
Board  :  Tbomac  AVinani.  Chaunccy  Dr<:'okN,  Chat. 
M.  Ktjstr,  W.  U.  Kcighkr,  Nailian  Tyson,  Thos. 
Swann.  Columbus  O'Donuell,  John  Hopkins,  John 
Donaldson.  Beiijamin|DeFord,  Fielding  Lur.-is,  Jr., 
A.  Schumacher. 


north  as  the  road  shall  be  from  time  to  time  put ; 
under  construction.  ^^'^^'^^^  ^'^^''  ^^^  °^''*^'  ^«°^'»  ^°  Grawfordsville, 

The  portionof  the  road  between  Terre  Haute  and   through  Lafayette;  and  the  company  expected  t.. 
'  run  ten  miles  farther  by  the  lOih  of  Octot)er,  to 


Rockville,  was  also  ordered  to  be  placed  under  im 
mediate  contract  for  construction. 

W.  D.  Griswold,  Esq.,  of  Terre  Haute,  was  una- 


Bainbridge.  On  the  soath  end  of  the  road,  regulaj 
trains  are  now  running'JI  miles,  and  it  is  expected 
in  a  few  days  they   will  run  to  Bloomington,   OG 


nimously  appointed  superintendent  of  the  Second  °»'lfs  f""?™  New  Albany  ;  that  leaves  ol  miles  still 
Division,  and  Maj.  A.  M.  Puett,  of  Rockville  su-  ^o.  ^e  laid  with  iron,  which  will  be  done,  it  is  said, 
perintendent  of  the  third  division.  *'th»"  '-'f  year,  as  the  grading  and  bridging  are 

on  a  good  state  of  forwardness,  with  the  iron  on 

Ea§t  Tennrssee  and  Georgia   Railroads 

Tlios.  H.  Callaway,  Esq.,  former  President  of 
the  East  Tennessee  and  Georgia  Railroad  resigned 
that  office  in  September  last,  and  Mr.  C.  Wallace 
of  Knoxville  was  elected  to  fill  the  vacancy.  Mr. 
Callaway  has  filled  the  office  of  President  of  the 
road  for  about  two  years  during  which  time  he 
had  conducted  the  aflairs  of  the  company  with 
much  efficiency  and  greatly  Xo  the  satisfaction  of 


Tanaer'c  Double-actings  Brake. 

It  will  be  seen  by  the  terms  of  settlement,  ad- 
vertised in  this  number  of  the  Journal,  l>etween 
the  patentee  and  the  Hudson  River  railroad  com- 
pany, that  that  company  have  acknowledged  the 
right  of  Mr.  Tanner  to  the  brakes  now  in  use  on 
their  road,  aud  paid  him  for  th^  same.  Wc  un- 
jdcrstand  that  liiis  company,  Im  common  uiih 
the  stockholders ;  who  were  anxious  to  retain  his  many  others,  had  purchased  IIm-  right  to  use  tlie 
services,  but  his  private  affiiirs  being  of  an  engro.s- i  brake  from  other  parties,  whose  n^'ht  to  .sell  if, 


sing  nature  demanded  his  whole  attention,  and 
caused  his  resignation.  The  well  known  character 
of  Mr.  Wallace,  as  an  enegetic  business  man  is  an 
earnest,  that  the  efficient  policy  of  Mr.  Callaway 
will  be  carried  out.  and  that  the  stockholders  and 
community  will  not  suffer  by  the  change. 

This  road  has  been  in  operation  to  Loudon,  82 
miles,  for  about  one  year,  and  is  now  being  pushed 
forward  to  Knoxville,  with  great  energy.  The  con- 
struction of  the  bridge  over  the  Tennessee  River 
will  cause  some  delay  in  that  extension.  The  con- 
tract of  Messrs.  Geltys  &  Co.,  for  this  work  has, 
by  mutual  agreement  of  the  parties  been  annul- 
led ; — masonry  has  been  relet  to  Messrs.  Seward 
&  Hobart,  the  efficient  contractors  for  the  bridge 
of  the  Memphis  and  Charleston  road  over  the 
same  river  at  Decatur  and  to  Mr.  Geo.  Salpaw  well 
known  upon  southern  roads  as  an  energetic  and 
experienced  builder.  Messrs.  Maxwell,  Brigg  & 
Co  have  the  superintendence.  The.se  contracts  will 
ensure  the  completion  of  the  bridge  early  next 
summer. 

Mr.  Wallace  with  Mr.  Prichard  the  engineer  of 
the  road  have  recentlj'  closed  a  contract  in  this 
city  on  very  tavorabh-  terms  with  Messrs.  Ray- 
mond and  Fuilcrton  for  the  iron  rails  necessary 
for  the  completion  of  the  road  to  Knoxville,  to  be 
delivered  early  in  the  spring.  This  will  enable  the 
contractors  for  the  track  to  complete  the  road,  by 
the  time  the  bridge  is  finished. — and  the  entire 
road  to  Knoxville  will  be  opened  by  the  1st  of 
September  next. — Above  Knoxville  the  East  Ten- 


they  are  now  sati.sfied,  was  not  gotnl.  Wo  mention 
this  fact  for  the  purpose  of  calling  the  attention  of 
those  companies,  who  may  be  placed  in  a  like  [w- 
sition,  to  their  liability  to  Mr.  Tanner. 

Texas. 

The  Harrlbburgh  (Texas)  Recorder  says  there 
were  sixteen  wagons  at  the  Harrisbnrg  railroad 
depot  on  Sunday  before  last  waiting  for  loads  of 
freight,  and  many  more  on  their  way  from  Colum- 
bus and  Wharton. 

We  learn  from  the  same  paj)er  that  the  subscrip- 
tion books  of  the  Houston  Railroad  Company  wore 
publicly  burned  at  a  meeting  at  Chappcll  Hill ;  so 
that  project  is  probably  given  up,  for  the  present, 
at  least. 

The  subscriptions  to  ilie  stock  of  the  Harris- 
burg  road  continue  with  much  enthusiasm,  Gen. 
McLeod  is  said  to  be  using  his  eloquence  in  its 
favor  with  the  best  effect.  The  people  have  no 
doubt  wisely  concluded  to  finish  on^  road  instead 
of  commencing  several  rival  one*  with  a  chance 
of  all  resulting  in  failure. 

New  Albanjr  auU    Sandusky  City  Railroad. 

The  following  getalemcn  were  ek-cted  Directors 
of  the  New  Albany  and  Sandusky  City  Junction 
railroad  company,  to  soi  ve  for  one  year,  to-wii  : 
John  S.  Davis,  Thomas  L.  Smith.  James  .Montgom- 
ery, P.  M.  Kent,  V.  A.  Pepin,  J.  B.  Winsandlcy,  i 
J.  S.  McDonald,  J.  C.  Moodey,  W.  M.  Weir,  John 
Evans,  Nathaniel  Sloorc,  E.  R.  Dav,  and  J.  A 
MoflTett. 

John  S.  Davis,  Esq.,  was  re-elected  President, 
and  T.  L,  Smith,  Secretary. 


Memphis  and  Charleston  Railroad. 

The  Superintendent  of  the  wesiert^ivi>.ion  of  th«' 
.Memphis  and  Charleston  railroad  writes — 

"  Our  business  is  very  g<x>d.  We  have  brought 
in  since  the  1st  day  of  this  month  H'jy  bales  of 
Cotton — aver.-iging  300  bales  jKir  day.  Our  up 
fieights  ;uid  pas.senger  receipts  are  ver>-  goo«l, 
passengeis  averaging  S175  i>er  day.  up  freights 
$IH).  We  exi)ect  to  ri-ach  this  month  $13,000. 
Our  receipts  for  September  were  S10,564. 

President  of  the    Va.  Central  Railroad. 

The  following  gentlemen  have  been  nominated 
by  their  respective  friends  as  canditates  for  the 
oflice  of  President  of  the  Virginia  Centr.al  Rail- 
road. Gen.  A.  A.  Chapman,  of  Monroe  ;  Keuton 
Hari)er,  A.  H.  H.  Stuart,  Hugh  W.  Scbefi;  y,  of 
AugusU,  and  Col  li.  J.  Randolph  and  S.  W.  Fick- 
lin,  of  Albiiuarle.  The  election  will  be  made  at  the 
annual  meeting  of  the  stockholders,  the  10th  of 
November. 

At  a  meeting  of  the  Board  of  Directors  of  the 
Virginia  Central  Railroad  Company,  held  the  12th 
inst.,  a  dividend  of  10  percent,  wasdeclarwl  to  the 
old  stockholilers,  payable  in  the  scrip  of  the  Com- 
pany. 

Kassou's  Liocoinotive  Kxpress. 

William  M.  Kasson  of  BuflTalo  has  made  arrange- 
ments, in  connec;ion  with  his  fast  freight  ixpwss 
tor  transjM.rting  locomotives  without  delay  over 
the  diffi-rent  gauges  of  the  western  states,  so  as  to 
avoid  the  delay  and  exiHiise  for  changing  drivers, 
fitting  trucks  and  i)onics.  &c.  Previous  to  his  en- 
gaging in  this  eiiteqjrise  the  IransiiorUtion  of 
locomotives  was  wholly  across  the  lake,  by  which 
heavy  charges  were  incurre<l  for  forwarding,  load- 
ing, freights  aud  insurance.  B<sidis,  the  lake 
navigation  was  very  dangerous,  fourteen  loco 
motives,  worth,  at  least,  $112,000  having  been  al- 
ready lost  in  the  lake  during  the  rough  weather  of 
the  spring  and  autumn  mouths,  The  cost  of  trans- 
porUitiou  Wtween  Buffalo  and  Cleveland  by  the 
express,  although  embarrassiNl  by  two  breaks  oi* 
gauge,  is  less  than  the  imuraiue  during  the  most 
favorable  months  by  the  lake. 

One  hundred  and  fifty  locomotives  have  alrcadv 
been  carried  through,  while  contracts  are  made 
for  the  delivery  of  over  two  hundred  more  pre- 
vious to  June  Isf.  1854.  The  present  arrange- 
ments have  cost  $20,000,  while  a.i  e<iual  sura  will 
still  be  required  to  complete  them.  There  has 
been  spent  314,000  for  cars  suiuble  for  the  pur- 
pose, most  of  which  have  been  made  in  Clove, aud. 

The  cost  of  transi>oiting  a  locomotive  in  this 
manner  from  Boston  to  Butlalo.  is  twenty  c-cuts 
per  mile ;  from  Butlalo  to  Erie,  thirty-five  cents ; 
from  Eric  to  Cleveland,  fifty  ccnis,'  and  from 
Toledo  West,  twenty-five  cents. — The  extra  rate 
charged  from  Erie  to  Cleveland  can  only  be  ac- 
counted for  on  a  supp<»sition  that  the  line  lacks 
facilities  for  doing  the  business  presontvd.  Thesi- 
Mr.  Kasson  has  supplied  by  jiurchasing  a  luc^^^ 
motive,  at  a  cost  ol  jS8,0G0,  to  Ix-  devoted  ex^B^ 
sively  to  this  business  over  the  Cleveland  ami 
Erie  road.  By  the  above  taiiff  of  obarg«*s  ilio  cost 
of  transporting  a  locomotive  from  Bo&ton  to  Cleve- 
land would  be  Slb^i  yO,  although  m^av  adtlitional 
expense  would  occur  in  Troy.  The  lake  freight 
has  however  bocn  the  great  expense  wliich  Uits 
method  has  materially  reduced,  .  -!>-.■ 
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OrricE  L.  &,  U.  M.  B.  R.  Co 

Laurenut^urgh,  Oct.  11 ,  1863.     ji 

"VTOTICE  is  bcrtby  given  that  at  a  meeting  of 
l\  tlje  Board  of  Directoi-s  of  the  Lawrenceburgh 
and  Upper  Mi8.sit>sippi  Railroad  Company  held  on 
tho  3d  day  of  Oetober,  186i>,  the  following  resolu- 
tions were  adopted,  viz: 

Whereas,  the  princi)i.'il   places  designed   to   be 
i'tonnerte*!  by  the  diversion  and  extension  of  tin; 
Lawrenceburgh    arid    Upper    Mississippi   railroad ! 
from  its  earlier  bearings  were  the  cities  of  Indian- 1 
apolis  and  Ciiieiiinali,  and  wherciis,  under  its  pre- 
sent title  such  leading  object  of  the  ro.id  is  not  as 


HfXRY  TANNER  f  Circuit  Court  of  the  United 
vs. 


the  Hudioii  River 
Rvlroti  I  Company. 


To  contractors. 


mmmm^^ 


"^aSL 


Cniicr 


distinctly  indicated  ;is  is  desirable  for  general 


in- 


formation. 

Therefore :  Be  it  resolved  by  the   Board  of  l)i 
rectors  of  the  Lawrenceburgh  and  Up|>er  Mis8issi|>-| 
pi  Railroad  company  that  the  corjiorate  name  of 
the  said   company  be,  and   tl»e   same   is  hereby  j 
changed,  and  the  said  company  shall  from  and  af- 
ter tne  tirst  day  of  December  next  be   known   by 
ihe  name  and  style  of  "THE  INUFANAPOLIS  & 
CINCINNATI  RAILROAD  CO.MPANY, '  and   .is 
such  shall.hold,  exercise  and  enjoy  all  the  privileg- 
es and  rights  exercised  andenj>yed,  and  be  sub- 
ject to  all  the  eng.tgenients,  contracts  and  restric- 
tions incurred  by  said  company    undiir  its  former 
name,  accordii  g  to   the  provisions  of  the  Q^-neral 
Law  of  the  State  of  Indiana,  .mthorising  Railroad 
Companies  to  change  their  names. 

A  true  copy,         WM.  G.  DUNN,  Sxrctary. 
3t  4.3 


States 
■      for  the  ■'-■■:■--'' 
Northern  District  ofNotvYork. 

THIi>  was  a  suit  brought  by  the  |>]aintitr  for  an 
alleged  infringement  of  letters  patent  granted 
tt>  him  a-i  assignee  of  the  inveiiturs,  L.  H.  Tuo.sip- 
soN  and  .V.  G.  )Vv..nELi)Kn  :  '  »<<r  an  improved  Rail- 
road Brake  '.  by  the  use  on  the  said  road  of  brakes 
iiiade  on  plans,  alle,C;fd  to  have  l>een  invented  by 

Nkhkmhh  lIoLMiK  and  also  bv  H.  A.  SrKPUKXs  and,       ,  ,,-  ,   ^,  ., 

p.uvha..ed  bv  the  ,-aid  (lefondaats,  from  the  s^.id  *'"JJ^'.'"^""^^;,;^«'^y  Z,"  '^f^'"'/."'!/  •"^"«^^-  ^  , 
Ilodgo  A  Stephens  and  also  for  use  of  ll.e  plan  as  .J^«  *'"f  ,*:'  '  •>*:  ''nided  mt..  sections  of  about  4 
par..nted  to  .saM  Ta.ner.  |  "^'.';^"-  '"'.'*  '^'^^^  ^^''^  '^^'  r^^^C'-'-ved  tor  one  or  more  ol 

The  suit  vas  noiieed  for  trial  at  the  October  "^'^jl '^^^•°",'*-      .,        .    ...         .,,   .  ,      . 

U'rni  of  1»5;!.  and  put  over  the  term  bv  the  motion   .    '^^^P^!  «»'•  Pr^hles  ol   the  hue  will   be  ready  for 

^rn  ..-  .>  I  .,>f\,  r  ..,  i  k,.  ...^..;..«  ik.  \..wio  r.f  ti,,J  mspoeiion  and  spocmoalion.s  with  forms  of  proiJO- 
of  Dc'lcu'lajit  s  t-ounsel  l>v  paving  the  costs  ot  tlic       ,'  ■     ■     l     /..,  i      ■       j  i    A. 

.^.|.j  .  I    .     o  I  ^.,]^  j,^j,y  1,^.  j,.^,^  pf  (],p  undersigned  on   and  au<?r 

And  thereafter  the  DetVndnnts  Counsel  made 
overtures  for  asettlnnent  which  r« suited  in  thcj 
del'iidant's  ai.knowlfdijinc-   the  validity  of  plain- 


E.NCI.SEEKS  OiFlLK..     N     &  P.     R.   K.    Co.,  > 

Norfolk.Ocl.,  l-l,  1863.         ) 

SEALED  PROPOSALS  s\\\\  be  receivefl  by  th<> 
undersigned  at  thisoflice  from  the  .3d,  until  the 
loth  d.iy  oi"  December  next,  at  noon,  for  the  fira- 
dvatwii,  and  miisuiirif  <//  G2  /ntks  of  ttie  Norfolk  & 
Petersburg  railroad  iwlween  the  city   of  Norfolk 


till  a  patent,  the  inlringem-'iit  of  the  said  patent  by 
the  use  of  double  acting  brakes  on  the  pliU  of  the 
!-aid  patents  &c  ,  and  the  Comi)any  paying  to  ihe 
said  I'laintitffor  the  rijjht  to  use  the  said  invention 


the  first  day  of  December. 

Payments  w  ill  be  made  in  current  money  durinf; 
the  pr  ogress  of  the  work  in  proportion  of  f<>ur- 
fifths  of  the  amount  due. 

As  soon  as  practicable  jxftor  the  examination  cf 
the  jiroposals,  those  to  whom  the  work  will  be  al- 
lotted will  bo  duly  notified,  and  if  deemed  necess- 


:.ml  for  the  withdrawal  of  .aid  suit  the  sum  of  j  ».7  ^'luired  to  give  bond  with  satisfactory  secu- 
ONE  THOL'HAND  DOLLAUS  and  costs.  i  "'>  '"'-  ''»"  •'""*^"^'^  »^^  exceedmg  oue-U-uth  of  the 

Having  read  the  .ibove  1  do  c<r;itv  to  the  cor- 


Office  L.  &  U.   M.  R.  R.  Co.,  i 
Laicrenccburgh,  Oct.  12,  1803.      ^ 

"VpOTICE  is  hereby  given  that  at  a  meeting  of 
J.\  the  Board  of  Directors  of  the  Lawrenceburgh 
and  Upper  Mississippi  Railroad  Company,  held 
on  the  'MA  day  of  October,  1863,  the  following  re- 
solution was  adojited,  vi.'. : 

•'  That   interest   on  the  stock   of  the  company 
shall  cease  after  the  tlrstday  of  January  next,  and  j 
that  thereafter  regular  dividends  of  the  net  earn- 
ings of  the  Company  shall  be  declared  every   six 
months." 

"  That  the  Secretary  procure  a  handsome  certi- 
ficate of  stock  to  be  eiigr,-\ved  in  the  new  name  of 
the  company  to  be  issued  on  and  after  the  first  of 
January  next  for  the  principal  and  interest  then 
due  on  stock."' 

•'  That  where  fractional  sums  less  than  a  share 
sh.ill  occur,  the  owner  of  the  same  may  pay  the 
diffrence,  and  take  a  share  of  stock,  or  receive  a 
eeparato  certificate  for  such  fractions  entitling  the 
holder  to  a  share  when  the  residue  is  paid  in  cash, 
or  by  likecertilic.Ues." 

Pursuant  to  the  above,  stockholders  are  rcqucst- 
cd  to  surrender  their  certiricates  before  the  1st  of 
January  next,  when  now  certifieatts  will  bo  fur- 
nished including  principal  and  intcix'St  due  to  that 
time. 

;».t  43  WM.  G.  DUNN,  Scrretary. 


rectness  of  the  stalemonts  therein  contained. 

October  25lh,  l»fi3. 

THOMAS  51.  NORTH, 
Scent  v  and  Attorney  of  the 
Hu  isoM  River  R.  R.  Co. 
Nem  York,  0.-toh,;r  '2Gth.  18-53. 

This  i.s  to  certify  th.it  1  w.t^  of  Coun.sel  for  the 
plaintiff  in  the  above  eiitille<l  cjiU-jc,  that  th*'  suit 
was  brought  for  the  n  covery  of  dainag  s  from  tht- • 
Hudson  River  Rnilroad  Company  for  the  us-ooj 
their  cars  of  br.ikes,  m.nle  on  th  •  pla'is  d  tciib  dj 
in  the  pattnt*  er,i;it  .d  toCha:!.''  B  Turner  o;i  th'  j 
14lh,  of  Nov.  1{<48,  to  Niluioiah  Hodge  on  lliu  2d, 
of  OcUibrr   16  U».  and   to  H.  A."  fc>iej  liens  Oit  the 
25lh.  of  Novonibt-r  IbT.l.     That,  in  prejiaring  for 
the  trial  of  the  itbovc  entiiKil  cau^-c  1  m.ide  a 
careful  ex.nninat ion  of  all  the  facts,  given  in  ihe 
notice    of    d^f^-nco    and    l);c:»me    satisfied    thai 
Thompson  and  Bachcld.r,  from  whom  TannvT  de- 
rived title,  were  the  origmal  and  liist  inventors  of 
tlie  Double  acting  Biake  covered  by  the  plaintilf's 
patent  and  th.tt  the  Brakes  of  Turner,  of  Hodge, 
and  of  Stej>hens  are  infrinjrments  of  the  said  Tan- 
ner's pateiit.  CiI.H.  M.  KELLER. 


amount  of  wc>rk  to  be  done 

The  comi)any  reserves  the  right  to  accept  such 
proposals  :is  in  their  judgment  will  secure  the 
promi»t  and  I'aithful  execution  of  thi'  work  accord- 
ing to  contract,  ni-  reject  all,  if  none  are  satisfac- 
tory. 

Tlie  line  is  easy  of  access,  the  country  through 
which  it  passes  is  of  mild  climate  and  abundant  in 
supplies.  Pniliigc  on  all  rominuniculions  muU  U 
pr-paid 

■4X.       w.  MAHONE.       ' 
Chief  Engineer. 


Rnilioail  Iron.  :   i 

n  f\i\i\  TONS  rntST  CL-^Sa-WKLSn  RAILWAY 
.^^\f\j\w  IKON,  U>  Ihj  1. mil. •  t.>  ai^  •■M  imry  T  l«  U.rn 
rj.|Uircd  i>y  'J'u  I'UjlTx,  uhi)  for  blii()in.-iii  froai  New, .or,  Wnles, 
III  1>.-.  e  ii(>c>r,  Jiiuu.i'y,  iind  >I;.n:li  iKi\t,  a  .ply  t't  ttie  uiider- 
si:?if(l,  fur  mutiy  yearu  cotkiecunl  w.tli  iho  In  x->t  li"Uso  in  the 
tr».!e  j*^^**"^  "•  -^t-'SriN  &  CC  , 

44tf  '.'  Iitgr«(aClRi  t,  FuicIiuruliHtrut,-!  LiJlul.uu 


B<iiii!4Wick  lri>n  Work^. 

WUDNK^^BURY.  ENGI-AND. 

TYRES,  AXI>ES,  WHEELS,  O'.d  aU  >tMrf*of  R  alway  cvjiiip. 
ii:i'iit  of  th*.  Biu.i>«ii  k  Iron  C  >ni(«iiv's  niamifacme  O  - 
ders  tt'ctaveil  at  tho  office  of  the  A!j«ncy,  No  53  W  'Mum  street, 
Niuv  Yoik.  44tf  OEO.  W    UILLINOS. 


To 


Contractor!^. 

PROPOSALS  will  bw  received  at  f!ie  office  of 
the  Chief  Engineer  of  the  New  York  Central 
Railroad  Coni]>an\,  in  the  E|cliange  in  the  City 
of  Albany,  till  the  Vnh.  day  «ANovember  next, 
inclusive,  lor  the  graduation  forthe  second  track 
from  Syracuse  t^  Rochester  by  the  direct  route. 

Tho  work  embiaces  a  »out  eiafcty-one  mile.s  of 
road,  and  is  well  worthy  the  Wteulion  of  Con- 
tractors. 

The  proliles  and  specifications  of  thr?  work  will 
ha  ready  fir  examination  on  and  after  the  7th  day 
of  November,  at  the  oflice  of  the  Chief  Engiiicv-r. 

GEO.  E.  GRAV. 

Chief  Eiigineer. 
bany,  October  27th,  1853. 

Small  Ra|^. 

TnK  SUDSORIBERS  manufacture  aiiJ  keciicnnitaiiily  tor 
■  ila,  LigM  HitUt  of  til?  mo-<t  B;>nr'>TOil  "j-ittcrim,  weli.'t<% 
2i,  25,  as.  lo  and  30  llw  iier  yard,  suitable  fir  Oolliors,  M  iiop^ 
QuarryoMni aud  Coulracto.-.-'.or  P.r  mm  ou;>«,  dopot  and  broaeh 
tracka.  CHARLES  £   SMITH  ^  Co 

17U  Falnnount  Iron  Worlts,  Philad.-ipliia. 

CHA9.  E.  SMITH.  HBXaV  MORRIS. 

Z^OS.  T.  TASKSB,  ALISTAR  MORRIS. 


\l^- 


l!»tuart,  Serrcll  6l  Co., 

CIVIL  ENGINEERS, 

Rooms  22,  24,  26  &  27, 

157  lln.^dwhy.  New  York. 

ClTAELES    8.    flTLURT,  El-WJRD   W.   ^^KRKKLI., 

Daniel  3Iiasu,  Samcel  McElhot. 


TYKES. 


LOCOMOTIVE  AND  CAR  WHEEL  TYRES,  from  the  Manu- 
fii  tor>-  of  till.  trlcl.rHt.-l  uiid  «!•;!  htmuu  Iron  Works  of  the 
LOW  iMOuR  CO.,  ill  K!i;,'l!inil.  are  f!int:nhed  by  the  mitjw.-nlMT, 
Affviit.  l>v  d.ret-!  irt'ixfrtalioi.s,  n-udy  W<:Mr'l,  IJIockwl,  and  Roll- 
til,  from  only  osa  hap.  :in<l  w.th  uuly  oxk  vklp,  at  aco't  much 
lH.-liivt'  that  of  Hiiy  oihiT  Htiiiiip, 

Im!K).-t:iti".i>  throiii;!!  llic  hisf  year  i.fiioarly  3000  .^iiifik.- welded 
Tyres,  which  ar«  now  f.)iii|.;  ruiiiiiiic;'  on  ihu  iniiiortatit  R  lilwaysi, 
iiavereiuli.r<Ml  llifin  in  almost  cxrlii..<.vijti:-<«,  and  their  [lerfiirmuiK'C 
if  over  '20,000  iiuif.s  eacli,  liavu  cticilo.!  theliiijhcit  rccoiimii'ii.!.!- 
non-i  of  tlu-ir  siri'.riority.        .  •    « 

All  work  of  IJiis  Coin|>any  Is  warranl.id  to  give  Mtisfarti'm. 
.Sani|>!c  Tyr.-s  may  bo  ^^'on  at  t!ie  Cr>*til  Pakkce,  New   Vorii, 
arvl  at  tny  XVareliotiii;,  0  L!l)erty  S.i'inn".  IK>>toti. 

Vr.  BAILEY  LAKG, 
24  nnnAi>w.\Y,  N.  V. 

t»  LiBEKTir  SllCARE,  RO8TOH. 


Railroad  Iron. 

THE  undersiijniid  being  appointed  Agent  to  Me.er*. 
Gurst  A  Co.,  the  prbnrieto.sof  the  Uowlais  Iron 
Works,  near  Curditf,  South  ^  ulcs.  Is  duly  authorised 
to  contract  for  (he  sale  of  O  L  Rails  on  the  most  ad- 
vanta2.ou8t.rm9.  RiCHARD  MAKIN, 

Ai)fii  22,  1652.  24  Broadwujr. 


To  Coiitractur»i. 


ERui'OisALS  will  bv  received  till  sunset  Nov. 
Ulst  for  the  Graduation,  Aiasomy,  and  Sujier- 
structni.-  of  tho  CLINTON  LINE  tXl'ENdlON 
RAILROAD  from  Hudson  to  its  i:iiii section  with 
the  Mad  River  Railroad,  a  distance  of  ai>out  one 
hundred  miles.  The  route  occupies  a  perfectly 
healthy  country,  thickly  inhabited,  and  accessible 
at  all  points. 

Also,  at  the  same  time,  for  tho  construction  of 
the  portion  of  the  Clinton  Line  Railroad  not  under 
contract  extending  to  the  Ohio  and  PenEsylvania 
State  Lino. 

Specification?,  Maps  and  Profiles  will  bo  ready 
for  examination  leu  days  bvfoie  the  letting  at  the 
Engineer's  office  in  Hudson.  • 

H.N.  DAY,  President.      '  "      ' 
W.  B.  BKINSMADE,  Chief  Eng'r. 
IIiulMii,  Ohio,  Oct.  lOth,  Ib.'iU. 


Book  and  Job  Printing. 

The  undersisaed  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AMD  JOB 
I^RtSTlSG,  which  they  are  now  prepared  lo 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  PRurrma  of  ExhUnU 
TitM-taAUs,  Circulars,  Tickets,  4^.,  tf-c. 

J*  II.  SCUULTZ  4^  CO^ 

iVw   York  AprU  9,  18W. 


AMERICAN  RAILROAD  JOURNAL. 

STEAM  NAVI6ATI0N,  COMMERCE,  MININQ,  MANUFACTURES.    ^^ 

.:■  ^    ./sWr-''-''iUB'SRY:Y.  POOR,  Editor,  'y: 
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Rkilroaa    to   tbe    Pacific— Kortlierm    Route. 

Jls  Ge7ieiai  Character,  Relative  Merits,  etc. 

By  Edwin  F.  Johnson,  C,  E.      ,}.V 

t-vr-  (CoDtinuod  from  Page  709.)    .^fi%,  ^y.  ••'  >. 

Near  to  the  Great  Falls  of  the  Missouri  which 
are  87  feet  perpendicular,  are  rapids  and  smaller 


of  Lowis'  fork  of  the  Columbia,  This  w.iS  the 
route  pursued  by  Lewis  and  Clark  on  their  way  to 
the  Pacific.     :      ".j  "  v  ;    - 

After  reacLing  the  Salmon  river  and  continuing 
some  distance  along  it  in  a  north-westerly  direc- 
tion, they  then  left  it.  and  passed  over  nearly  due 
north  to  C  larks  branch  of  the  Columbia,  and  along 
that  stream  as  far  as  Travellers  Rest  creek,  a  trib- 
utary to  it  from  the  west.  This  latter  stream  they 
followed  lo  near  its  source,  westerly  in  the  moun- 
tains.and  thence  into  the  valley  of  the  Kooskootskie , 
a  branch  of  Lewis'  river,  which  they  descended  .and 
continued  on  to  the  mouth  of  the  Columbia  where 
they  remained  during  the  winter. 

The  next  Spring  they  returned  by  the  same 
route  as  far  as  Clarks  river,  at  the  mouth  of  Travel- 
lers Rest  Creek.  Here  one  division  of  the  party, 
under  Capi.  CKork  took  the  route  up  Clarks  river  aud 
thence  across  by  the  sources  of  Wisdom  river  to 
Jefferson  river,  aud  down  the  latter  to  the  head 
of  the  Missouri,  at  the  Grand  forks:  thence  up 
Oallatins  river,  which  is  navigable,  to  a  point  only 
18  miles  from  the  Yellow  Stone,  where  there  is  a 
portage  to  the  latter  river  over  very  feasible 
ground.  Across  this  they  pjissed ,  and  proceeded 
thence  down  to  the  mouth  of  the  Yellow  Stone,  a 


falls  extending  through  a  distance  of  about  twenty 

miles.      These   falls  and  rapids  were  examined  jghort  distance  below  which  they  were  joined  by 

carefully  by  Lewis  and  Clark  and  the  descent  (the  party  under  Capt.  Lewis. 


at  each  noted.  From  their  estimate  it  appears 
that  the  entire  descent  is  3C8  feet,  which  gives  for 
the  elevation  of  the  line  upon  the  plain  above  the 
Falls  in  round  nambers  3,260  feet,  nearly,  above 
the  level  of  the  sea. 

The  length  of  the  portage  passing  these  obstruc- 
tions to  the  navigation  is  18  miles. 

The  Missouri  river  above  the  Falls  is  about  500 
feet  wide  and  maintains  this  width  nearly  to  where 
it  loses  its  name  .at  the  junction  of  its  three  large 
tributaries,  the  Gallatin,  Madison,  aud  Jefferson 
rivers,  a  distance  of  230  miles  from  the  Falls  fol- 
lowing the  course  of  the  river.  The  last  named 
branch  is  the  most  westerly  of  the  three.    It  is 


This  latter  party,  after  separating  from  their 
compiinions  at  Travellers  Rest  creek,  passed 
down  Clarks  river  a  few  miles  to  a  large  brands 
coming  in  from  the  East.  This  branch  they 
followed  to  one  of  its  sources,  from  whence 
they  crossed  to  the  valley  of  Medicine  river,  and 
thence  .along  that  river  to  the  Missouri,  passing, 
before  retching  the  Medicine  rivt  r,  Dc.irborn  river, 
which  is  also   a  br.anch  of  the  Missouri. 

The  route  proposed  for  the  line  of  the  railroad 
from  the  Missouri  to  the  Columbia,  leaves  the 
Missouri  at  the  head  of  the  Falls  and  theucc 
across  by  the  path  last  described  as  followed  b.\ 
Capt.  Lowis  on  his  return.    This  will  be  termed 


l1ic"L'wis  Pass"  and  as  its  character  is  of  great 
imporutnce  in  this  enquiry  no  apology  will  be 
uccded  for  giving  here  an  extract  from  tbs  journal 
itself,  premising  that  the  latitude  of  the  camp 
near  the  mouth  of  Traveller's  Rest  creek,  as  a.'.- 
ccruined  by  Capt.  Lewis  is  4G°  48'  28"  N.     . 

JWy  3,  (1805)— '  The  nine  men  .and  live  Indi- 
ans who  accomp.anied  Capt.  Lewis,  )>rocecded  in  a 
direction  due  north  down  the  west  side  of  Clarks 
river.  ILalf  a  mile  from  the  camp  we  for<led 
Traveller's  Rost  creek,  and  two  .and  a  half  miles 
farther  p.asse(i  a  western  branch  of  the  river,  1  mile 
beyond  this  wa.sa  .sm.all  creek  on  the  eastern  side, 
and  a  mile  lower  down  the  entrance  of  the  East- 
ern branch  of  the  river.  This  stream  is  from  90 
to  120  yards  (270  to  360  feet)  wide,  and  its  waters 
which  are  discharged  through  two  channels  were 
more  turbid  than  that  of  the  main  river.  The 
latter  is  150  yards  (460  feet)  in  width,  and  waters 
an  extensive  level  plain  and  prairie,  the  lower 
parts  of  which  are  ornamented  with  the  long  leaf- 
ed pine  and  Cottonwood,  while  the  tops  of  the 
hills  are  covered  with  pine,  birch,  and  fir.  We 
proceeded  two  miles  further  to  a  place  where  tho 
Indians  advised  us  to  cross.  "  »  *  »  *  ♦ 
"  The  Indians  now  ]>ointed  out  to  us  a  road  at  no 
great  distance  which  they  said  would  U^ad  up  the 
eastern  branch  of  Clarks  river  to  another  river 
called  Cohalahiskkil,  or  the  rivrr  of  tke  road  to  the 
biifal-ocs,  and  thence  to  Medicine  river  aud  th« 
Falls  of  the  Missouri. 

They  .added  that  not  far  from  the  dividing 
ridge  of  the  waters  of  Clarks  river  and  the  Mis- 
souri the  roads  forked,  and  though  both  led  to  the 
Falls,  the  left  hand  road  was  the  best  The  road 
was  so  well  beaten,  they  thought,  tliat  we  could 
no  longer  mistake  it,  and  having  now  shown  us 
the  way  they  were  anxious  to  go  in  quest  of  their 
friends  the  Shalees.    *    *     * 

July  4. — Having  taken  leave  of  the  Indians  we 
mounted  our  horses  and  procetded  up  the  east 
branch  of  Clarks  river  through  the  level  plain  in 
which  we  were  encamped.  At  the  disunce  of  fiva 
miles  we  had  cros.sed  .a  small  creek  tiA«en  yardu 
wide  and  now  cnteK'd  the  mountains.  The  river 
is  here  closely  confined  within  the  hills  for  two 
miles.  wheL  the  bottom  widens  into  an  extensive 
prairie  and  the  rivir  is  110  yards  wide.  We  went 
ten  miles  further  over  a  high  pl.ain,  succeeded  by 
a  low  and  level  prairie  to  the  entrance  of  the  Co- 
kalahishkit.  This  river  empties  itself  from  tlie 
northeast,  is  4eep,  rapid, ^k1  about  sixty  yards 
wide,  with  baakiS  which,  though  not  high,  are  suf- 
ficiently bold  to  prevent  the  water  fi-om  ovcrdow- 
iog.  The  East  branch  of  Cl.irks  river  is  ninety 
yards  wide  above  the  junction  but  below  it  spread's 
to  one  hundred.  The  waters  of  both  are  turbid. 
The  Cokalabishkit  is  the  clearer  of  the  two.    Th9 
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beds  of  botb  aru  composed  of  sand  aud  gravel,  but 
neither  is  navigable  on  account  of  the  rapids  and 
shoals  which  obstruct  their  currents. 

Before  the  juacUou  of  those  streams  the  country 
had  beeii  bare  of  trees,  but  as  we  turned  up  the  west 
branch  of  the  Colcalahishkit  wc  found  a  woody 
country  though  tho  hills  were  high,  and  low 
grounds  narrow  and  poor.  At  the  distance  of 
eight  miles  in  a  due  east  coarse  we  rucamped  in  a 
bottom  whero  there  was  abundance  of  excellent 
grass.  ♦  *  *  Near  the  place  whero  we  crossed 
Olarks  river  we  saw  at  a  distance  some  wild 
horses,  which  are  said,  indeed,  to  be  very  numer- 
ous on  this  river. 

July  5. — Early  in  the  morning  we  proceeded  on 
8i  miles  in  a  direction  N.  75°  £.,  then  inclining  to 
the  south  crossed  an  extensive  beautiful  and  well 
watered  valley  nearly  twelve  miles  in  length,  at 
the  extremity  of  which  we  halted  for  dinner. 
Here  we  obtained  a  great  quantity  of  quamash, 
•ind  shot  an  antulupe  from  a  gang  of  femalos,  who 
at  this  season  herd  together  apart  from  the  bucks. 
After  dinner  we  followed  the  course  of  the  river 
easterly  for  six  miles  to  the  mouth  of  a  creek 
thirty-tive  yards  wide,  whiuh  we  called  Werners 
creek.  It  comes  in  from  the  north,  and  waters  a 
high  extensive  prairie,  the  hills  near  which  are 
low  and  supplied  with  tho  long  leafed  pine,  larch, 
and  some  fir.  The  ro.id  then  led  N.  iJ2°  W.  four 
miles,  soon  after  which  it  again  turned  N.  73°  E, 
for  two  and  a  half  mites,  over  a  handsome  plain 
watered  by  Werners  creek  to  the  river,  which  we 
followed  on  in  an  eastern  direction  through  a  high 
prairie  rendered  very  unequal  by  a  vast  number 
of  little  hillocks  and  sinkholes,  and  at  three  miles 
distance  encamped  near  the  entrance  of  a  large 
creek  twenty  yards  wide,  to  which  we  gave  tho 
name  of  Seamaus  creek.  (31  miles  in  all  this 
day.) 

July  C. — At  sunrise  wo  continued  our  course 
eastward  along  the  river. 

At  seven  miles  distance  we  p.-issed  the  north 
fork  of  the  Cokalahishkit,  a  deep  and  rapid  stream 
forty-five  yards  wide,  and  like  the  main  branch 
Itself  somewhat  turbid,  though  the  other  streams 
of  this  country  are  clear.  Seven  miles  further  the 
river  enters  the  mountains,  and  here  end  the  ex- 
tensive prairies  on  this  side,  though  they  widen  in 
their  course  towards  the  southeast  and  form  an  In- 
dian route  to  Dearborns  river  and  thence  to  the 
Missouri.  From  the  multitude  of  knobs  irregu- 
larly scattered  through  the  countiy,  Capt.  Lewis 
called  it  the  Prairie  of  Knobs.  It  abounds  in 
game,  as  we  saw  goats,  deer,  great  numbers  of 
burrowing  squirrels,  some  curlews,  bee-martin.s, 
woodpeckers,  plovers,  robins,  doves,  ravens,  hawks, 
ducks,  a  variety  of  s  larrows,  and  yesterday  ob- 
served swans  on  Werners  creek. 

Among  the  plants  wo  observed  the  southern 
W03d  and  two  other  species  of  shrubs  of  which 
we  preserved  specimeiw.  On  entering  the  high 
grounds  we  followed  the  coarse  of  the  river 
through  the  narrow  bottoms,  thickly  timbered 
with  pine  and  cotton  wood  intermixed  and  varie- 
gated with  the  bois  rouge,  now  in  bloom,  the  com- 
mon small  blue  flag  and  pepper  grass,  and  at  the 
distance  of  three  and  a  half  miles  reached  the  two 
forks  of  the  river  mentioned  by  the  Indians.  They 
are  nearly  equal  in  width  and  the  road  itaelf  here 
forks  and  follows  each  of  them.  We  followed  that 
which  led  us  in  a  direction  N.  76°  E.  over  a  steep 
high  hill,  thence  along  a  wide  bottom  to  a  thickly 
wooded  side  of  a  hill,  where  the  low  grounds  are 
narrow,  till  wo  reached  a  large  creek,  eight  miles 
from  the  forks  and  25  from  our  last  encamp- 
ment. 

JiUy  7. — We  proceeded  through  a  beautiful 
plain  on  the  north  side  of  the  river,  which  seeme  ] 
here  to  abound  in  beaver.  On  the  low  grounds 
there  was  much  timber,  and  the  hills  were  cover- 
ed chiefly  with  pitch  pina,  that  of  the  long  leafi-d 
kind  having  disappeared  since  we  left  the  Prairie 
of  the  Knobs.  At  the  distance  oi  twelve  miles 
we  left  the  river,  or  rather  the  creek,  and  having 
for  four  miles  crossed  two  ridges  in  a  direction  N. 
15°  East,  a»ain  struck  to  the  right,  proceeding 
through  a  narrow  bottom  cove^^  wi^b  low  wil- 
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lows  and  griiss,  and  abundantly  supplied  with  both 
deer  and  beaver. 

After  travelling  7  miles  we  reached  the  foot  of 
a  ridge  which  we  ascended  in  a  direction  N.  45° 
£.  tlirougk  a  law  gap  of  easy  ascent  from  tlu 
westward,  and  on  descending  it  were  delighted  at 
discovering  that  this  was  the  dividing  ridge  be- 
tween the  waters  of  the  Columbia  and  those  of 
the  Missouri.  From  this  gap  fort  Moant'n.  is  about 
20  miles  in  a  north-east  direction.  *  *  *  "We  now 
wound  tbroogh  the  bills  and  hollows  of  the 
mountains,  passing  several  rivulets  which  ran  to 
the  right,  and  at  the  distance  of  9  miles  from  the 
gap  encamped,  having  made  32  miles.  We  pro- 
cured some  beaver  and  this  morning  saw  tracks 
ofbuaklo."     ♦    »    * 

Jidy  8.—"  At  three  miles  from  our  camp  we 
roiiched  a  stream  issuing  from  the  mountains  to 
the  south-west  (exst)."  ♦  *  *  •  *  *  "  We 
called  it  Dearborn's  river.  Half  a  mile  further 
we  observed  from  a  height  the  Shishequaw  Moun- 
tain, a  high  insnlatcd  eminence  of  a  conical  form 
standing  several  miles  in  advance  of  the  eastern 
range  of  the  Rocky  Mountains  and  then  about  8 
miles  from  us,  and  immediately  on  our  road 
which  was  in  a  north-east  direction ;  but  as  our 
object  was  to  strike  Medicine  river  and  hunt  down 
to  its  mouth,  ♦  *  ♦we  determined  to  leave  the 
road  and  therefore  proceeded  due  north  (10  miles) 
through  an  open  plain  till  we  reached  Shishequaw 
creek,  a  stream  about  twenty  yards  (60  feet)  wide 
with  a  considerable  quantity  of  timber  on  its  low- 
grounds. 

Here  we  halted  and  dined,  and  now  felt,  by  the 
luxury  of  our  food,  that  we  were  approaching 
once  more  the  plains  of  the  Missouri  so  rich  in 
game. 

We  saw  a  great  number  of  deer,  goats,  and 
wolves,  and  some  barking  squirrels  and  for  the 
flrst  time  caught  a  distant  prospect  of  two  buflalo. 
After  dinner  wc  followed  the  Shishequaw  creek 
for  6J^  miles  to  its  entrance  into  Medicine  river, 
and  along  the  banks  of  this  river  for  8  miles  when 
wo  encamped  on  a  large  island.  The  bottoms 
continued  low,  level,  and  extensive ;  the  plains  too 
were  level,  but  the  soil  of  neither  was  fertile,  as  it 
consisted  of  a  light  colored  earth  intermixed  Avith 
a  proportion  of  gravel ;  the  grass  on  both  was 
generally  about  nine  inches  high.  Capt.  Lewis 
here  shot  a  large  and  remarkably  white  wolf.  We 
had  made  28  miles."    *    * 

It  rained  the  whole  of  the  next  day  and  they 
advanced  but  eight  miles  over  extensive  bottom 
lands  tolerably  well  supplied  with  narrow  leafed 
cotton  wood.  "  The  river  is  about  80  rods  wide 
with  banks  which  though  low  are  seldom  over- 
flowed ;  the  bed  is  composed  of  loose  gravel  and 
pebbles,  the  water  clear  and  rapid,  but  not  so  much 
as  to  impede  navigation.  The  bottoms  ar«  hand- 
some, wide  and  level  and  supplied  with  a  consid- 
erable quantity  of  narrow  leafed  cotton  wood. 
During  our  short  ride  we  killed  two  deer  and  t'vo 
bufialoes  and  saw  a  number  of  wolves  and  ante- 
lopes. 

JiUy  10.  We  set  out  early,  and  proceeded 
through  a  country  similar  to  that  of  yesterday 
with  wide  leafed  cotton  wood,  occasionally  along 
the  borders  of  the  bottoms,  though  for  the  most 
part  the  low  grounds  were  without  timber.  In 
the  plains  were  great  quantities  of  tv/o  species  of 
prickly  pear,  then  in  bloom.  Gooseberries  of  the 
common  red  kind  were  in  abundance,  and  just  be- 
ginning to  ripen.  The  river  had  now  widened  to 
100  yards  (300  feet)  was  deep,  crowded  with 
islands,  and  in  many  parts  rapid.  At  the  distance 
of  17  miles  the  timber  disappeared  totally  from 
the  bottoms.  About  this  time  the  wind,  which 
had  before  blown  on  our  backs  and  put  the  elk 
on  their  guard,  shifted  round,  and  we  shot  three 
of  them  and  a  brown  bear.  ♦  *  *  *  Wc  saw  vast 
numbers  of  buflalo,  below  us,  which  kept  up  a 
dreadful  bellowing  through  the  night.  With  all  our 
exertions  we  were  unable  to  advance  more  than 
24  miles  owing  to  the  miry  state  of  the  ground, 
occasioned  by  the  rain. 

Tho  next  morning  however,  July  11,  was  fair 


delightfully  in  tho  clusteis  of  cotton  wood. — The 
hunters  were  sent  down  Medicine  river  in  pursuit 
of  elk,  while  Capt.  Lewis  crossed  the  high  plain  in 
a  direction  N  76°  E.  to  White  Bear  island  (near 
the  head  of  the  Falls  in  the  Missouri  river  in  lat. 
47°  9'  N.)  a  disUnce  of  eight  miles,  and  here  tliey 
joined  him. 

They  had  seen  some  elk,  but.in  this  neighbor- 
hood the  buffalo  were  in  such  numbers  that  on  a 
moderate  computation  there  could  not  have  been 
less  than  10,000  within  a  circuit  of  two  miles.*  *  * 

Among  the  smaller  game  were  the  brown  thrush, 

pigeons,  doves,  and  a  beautiful  bird  called  the 
buffalo  pecker."      i      ~ «    ; 

From  the  main  summit  to  the  Missouri  river  at 
White  Bear  island  the  distance  by  the  computa- 
tion of  Capt.  Lewis  on  the  route  travelled  by  him, 
is  eighty  miles.  It  is  assumed  to  be  70  miles  as  he 
informs  us  that  he  did  not  pursue  the  direct  route 
easterly  but  maintained  a  northerly  direction  to 
Medicine  river.  The  direct  distance  from  the 
main  summit  to  White  Bear  island  is  given  at  28 
miles,  for  Capt.  Lewis  states  that  from  the  summit 
or  Gap,  "  Fort  Mountain  is  about  20  miles  in  a 
N.  E.  direction,"  and  when  passing  up  the  Mis- 
souri Fort  Mountain  is  represented  as  being  8 
miles  from  White  Bear  island. — It  is  possible  the 
distance  from  the  Gap  to  Fort  Mountain  may  have 
been  underrated,  but  it  must  be  very  wide  in- 
deed of  the  truth  to  make  the  summit  more  than 
40  miles  in  a  direct  line  from  White  Bear  island. 
In  calling  it  70  miles  a  sufficiently  liberal  al- 
lowance is  supposed  to  be  made  for  any  increase 
of  distance  necessary,  to  bring  the  gradients  and 
expense  within  a  reasonable  limit. 

From  the  description  of  the  ground  the  descent 
in  the  45  miles  nearest  to  the  Missouri  river  cannot 
be  great.  Ten  feet  per  mile  is  believed  to  be  a 
liberal  estimate  makmg  the  height  of  the  line  at 
the  "  Open  plains  "  about  3,700  feet.  That  this  is 
sufficiently  high  is  apparent  from  the  fact  that 
the  valley  of  Dearborns  river  at  the  place  of  crossing 
is  not,  from  the  description,  much  below  the  level 
of  the  plains,  and  the  valley  itself  cannot  have  a 
very  great  inclination  as  wo  are  told  by  Lewis  and 
Clark  when  ascending  the  Missouri,  that  the  river 
had  "  every  appearance  of  being  navigable." 

From  the  "  open  plain  "  to  the  main  summit  or 
divortia  aquarum  the  distance  is  about  twenty 
miles.  The  line  in  this  distance  crosses  Dearborns 
river  and  several  of  its  smaller  tributaries  and 
"  winds  through  the  hills  and  mountains  ".  The 
ascent  from  tlie  open  plain  is  evidently  mostly 
within  the  last  ten  miles,  and  there  is  nothing  in 
the  description  to  authorize  a  greater  estimate  to 
be  put  upon  the  main  summit  than  about  1,300 
feet  above  tho  plain  making  it  in  round  numbers 
6,000  feet  only  above  the  sea. 

This  estimate  gives  for  the  main  summit  above 
the  Missouri  at  the  mouth  of  Deaiboms  river 
about  1,700  feet.  Serjeant  Gass  in  his  narrative, 
in  describing  the  heights  on  the  east  side  of  Dear- 
borns river  says,  that  "some  of  the  knobs  or  peaks 
of  these  mountains  are  700  (perhaps  some  nearly 
1200)  feet  high."  The  next  range  in  which  is  the 
DaUe  or  Caiwn  {kenyon)  called  the  Qate  of  the 
mountains  is  still  higher.  Lewis  and  Clark  remark 
in  regard  to  it,  that  "  the  mountains  are  higher  to- 
day than  they  were  yesterday."  The  walls  of  this 
Canon  they  describe  as  nearly  1,200  feet  high,  evi- 
dently formed  by  a  iransverte  break  in  the  ridge 
or  mountain  by  some  great  convulsion  of  nature, 


and  eolivea^  by  multitudes  of  birds,  which  song  affording  a  yarrow  passage  for  the  river,  the  water 
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being  deep  throughout  and  the  length  nearly  six 
miles  which  indicates  the  width  of  the  mountain 
at  the  ba^e. 

While  the  party  were  ascending  the  river,  Capt. 
Cliirk  traversed  this  portion  of  the  valley  on  foot, 
and  to  save  "  many  miles  "  of  distance  crossed 
this  mountaia  by  a  "  wide  Indian  road,  which  in 
many  places  seemed  to  have  been  cut  or  dug 
down  in  the  earth."  I*,  was  near  the  close  of  the 
day  when  he  arrived  at  the  base  of  the  mountain 
and  the  sa7nc evening  he  crossed  over  and  encamijed 
on  its  western  side.  This  mountain  like  the  others 
ill  tliis  region  has  a  direction  N.  W.  and  S.  E.  and 
lieing  the  first  encountered  west  of  Dearborns 
river,  is  evidently  tho  same  in  which  the  main 
summit  is  situated.  From  what  has  been  stated, 
it  is  not  unreasonable  to  suppose  that  its  general 
height  near  the  place  of  crossing  it  with  the  line 
of  the  proposed  road  is  not  more  than  2,500  to 
3,000  feet  above  the  Missouri  river  at  tho  mouth 
of  Dearborns  rivwr,  and  as  the  route  passes 
through  wh.-it  is  termed  a  "  U>w  gap  ",  in  giving 
1,700  feet  for  the  height  of  that  gaj>  above  the 
same  level,  its  elevation  cannot  be  considered  as 
underrated. 

If  further  evidence  is  required  to  show  that  the 
lidge  at  the  gap  is  not  underestimated  it  is  found 
in  the  distance  made  by  Capt.  Lewis  the  day  he 
passed  it,  which  was  thirty  two  viiles,  being  a 
greater  distance  than  was  made  on  any  other  day 
in  passing  fVom  Clarks  river  to  the  Missouri. 

That  the  elevation  of  the  Missouri  river  at  the 
head  of  the  Falli  is  also  not  underestimated  ap- 
pears to  be  evident  when .  compared  with  that  of 
the  Yellowstone.  Lewis  and  Clark  ascended  the 
Missouri  with  canoes  above  the  Falls  a  distance 
of  600  miles  to  the  upper  forks  of  the  Jefi'erson 
branch. 

At  about  half  that  distance,  or  230  miles,  they 
came  to  the  Grand  or  main  forks.  There  is  no- 
thing in  their  description  to  authorize  the  belief 
that  the  river  in  this  latter  distance  falls  more  that 
about  300  feet,  when  compared  with  other  streams 
of  the  same  magnitude,  under  similar  circum- 
stancos  whose  descent  is  known. 

This  will  make  the  main  forks  about  3,550  feet 
abov%  the  sea.  In  the  remaining  distance  to  the 
upper  forks  of  Jeflerson  river,  270  miles,  the  fall  is 
greater  but  does  not,  it  is  supposed,  much  e.xcced 
two  feet  per  mile,  making  tho  upper  forks  about 
4,100  feet  above  the  sea.  .'••'. 

From  the  main  forks  Capt.  Clark  crossed  to  the 
Yellowstone.  In  describing  the  intermediate 
ground,  he  states ;  "  It  now  appeared  that  the 
communication  between  the  two  rivers  was  short 
and  easy.  The  distance  from  the  head  of  the  Mis- 
souri at  its  three  forks  to,this  place  is  48  miles,  the 
greater  part  of  which  is  through  a  level  plain : 
while  from  the  forks  of  the  eastern  branch  of  Gal- 
latins  river,  which  is  there  navigable  for  small 
canoes,  to  this  i)art  of  the  Yellowstone  is  no  more 
than  18  miles  with  an  excellent  road  over  a  high 
dry  country,  the  hills  being  of  inconsiderable 
height  and  easily  passable."  In  another  place  he 
describes  the  summit  of  the  dividing  ridge  as  about 
midway  between  the  waters  of  the  Gallatin  and 
the  Yellowstone. 

This  description  would  ma]\e  the  elevation  of 
the  Yellowstone  about  equal  to  that  of  the 
main  forks  of  the  Missouri,  but  calling  it  400  feet 
less,  or  3,100  feet,  it  gives  for  the  descent  of  the 
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Yellowstone  to  its  mouth  1,000  feet,  the  distance 
being  800  miles,  or  one  and  one-fourth  of  a  foot 
per  mile. 

The  Yellowstone  is  described  as  '"  large  and 
navigable  for  pirogues  and  even  batteaux,  there 
being  none  of  the  moving  sand  bars  which  ob- 
struct the  navigation  of  the  Missouri ;  while  then- 
is  but  one  lodge  of  rocks,  and  this  is  not  difhcalt 
to  pass."  The  mean  velocity  of  its  current  as 
estimated  by  Capt.  Clark  for  the  800  miles  is  a 
little  over  three  miles  per  hour.  Capt.  Wyeth 
makes  it  about  four  miles  per  hour  below  the 
mouth  of  the  Bighorn,  but  even  this  Fhows  that 
the  descent  is  probably  less  than  the  amount 
named  above,  and  hence  that  the  estimated  eleva- 
tion of  the  Missouri  above  the  Falls  is  prob.ibly 
rather  above  than  below  the  truth. 

Again,  from  the  upper  forks  of  the  Jeflerson 
river  (the  extreme  limit  of  cauoc  navigation) 
which  is  estimated  as  above  to  be  4,100  feet  above 
the  sea,  the  distance  across  to  the  waters  of  Sal- 
mon river  branch  of  the  Columbia  is  38  miles, 
thirty  seven  miles  of  which  is  in  the  valley  of  a 
branch  of  Jctlbrsun  river  which  has  a  mrxlciate 
ascent.  From  the  summit  between  these  streams, 
Lewis  and  Clark  "  followed  a  descent  much 
stcejMir  than  upon  the  e;\steni  side  and  at  the 
distance  of  three  quarters  of  a  mil':  reached  a  hand- 
some bold  creek  of  cold  clear  water  running  t<> 
the  Westward."  This  proved  to  be  one  of  the 
branches  of  Salmon  river,  and  notwitlistanding  the 
steeper  descent,  the  comparative  shortness  of  the 
distance  from  the  summit  renders  it  probable  that 
the  elevation  of  this  point  above  tho  sea  is  greater 
than  that  of  Jefterson  river  at  the  other  extremity 
of  the  portage.  300  feet  is,  under  the  circum- 
stances, a  low  estimate  for  the  difference ;  this 
gives  for  the  elevation  of  the  waters  of  Salmon 
river  4,400  feet. 

This  river  connects  with  Lewis  river  about  mid- 
way between  the  mouth  of  Malheur  river  and  the 
junction  of  the  former  with  the  Columbia.  The 
elevation  of  this  latter  point  is  1 ,286  feet  above 
the  sea,  and  of  the  mouth  of  Malheur  river  ac- 
cording to  Fremont  1,880  feet.  The  descent  of 
Lewis  river  in  this  distance  do<'8  not  apix»ar  to  be 
marked  hy  any  great  inequalities,  and  giving  to 
the  mouth  of  Salmon  river  a  mean  elevation 
between  the  two  points  named,  it  is  found  to  be 
about  1,600  feet,  making  the  descent  in  that  river 
from  the  place  where  it  w;is  approached  by  Lewis 
and  Clark  2,800  feet. 

This  descent  takes  place  probably  in  about  400 
miles  following  the  course  of  the  stream,  giving  an 
unitbrm  rate  of  seven  feet  per  mile  ;  a  very  great 
rate  for  so  long  a  distance,  through  a  rock  bound 
valley,  in  a  stream  where  salmon  ascend  the 
whole  disUuice,  the.se  fish,  being  found  by  Lewis 
and  Clark  near  the  place  where  they  first  met 
the  waters  of  Salmon  river. 

The  inference  from  this  is  that  the  elevation  ol 
the  Salmon  river  valley  and  of  the  upper  forks  of 
the  Missouri  are  not  probably  underestimated,  a 
conclusion  which  is  confirmed  by  evidence  derived 
from  the  Jonrnal  of  the  Rev.  Sam.  Parker,  who 
pas.sed.  in  1835,  from  the  Green  river  of  the 
Colorado,  in  lat.  42°  N.  by  the  way  of  Pierre's 
Hole  and  Henry  s  fork  of  Lewis  river,  into  the 
Salmon  river  valley  and  thence  to  the  Columbia. 

From  this  it  appears  that  the  Salmon  river 
when  first  scenjby  Lewis  and  Clark^  cannot  prob- 


ably be  more  olevateil  than  Fort  H;U1  on  Lewi* 
river,  which  Col.  Fremont  ascertained  to  be  4,500 
feet. 

The  summit  i»assed  over  by  Capt.  Clark  on  his 
return  between  Clark  and  Wisdom  rivers,  and 
which  will  be  c.-»llc<i  Clark's  Pass,  has  probably  an 
elevation  not  dift'ering  very  much  from  that 
between  the  Jefionxm  and  the  Salmon  rivers. 

From  « -'lark's  river  across  to  the  forks  of  Jefler- 
son river  the  route  lies  mostly  throagh  open 
prairie  and  i.s  descrjl«'<l  by  Capt.  Clark  as  "  in 
fact  a  very  excellent  road  and  by  cutting  down  a 
few  trees  it  might  be  rendered  a  good  route  for 
wagons  with  the  exception  of  about  four  miles 
over  one  of  the  mountains  which  would  require 
some  levelling." 

The  summit  at  the  Salmon  River  Pass,  is  170 
miles  south  of  the  Lewis  Pjiss,  and  is  consequent- 
ly that  mueh  nearer  to  the  most  elevated  jxtintsof 
the  group  of  mountains  of  which  Fremont  Peak  is 
the  highest.  It  is  ix-rhaps  n  asouable  to  infer  from 
this  circumstance,  that  it  is  somewhat  higher  than 
the  Lewis  Pass,  but  the  diflerenoc  between  them 
may  not  be  very  great. 

Lewis  and  Clark,  as  they  approached  the  fork 
of  Jeflbrson  river,  state  that  distant  snow-cai)ped 
mountains  aie  seen  from  the  east  around  to  tl»e 
south  and  west ;  and  here  it  will  be  proper  to 
stati-  that  they  cxi>crienced  no  difficulties  in  tra- 
versing either  of  the  tliree  routes  described  be- 
tween the  waters  of  the  Missouri  and  those  of  tho 
Columbia,  but  between  CKik  river  and  Lewis  riv- 
er their  trials  were  very  great.  The  mountains 
here  on  their  return  were  covered  with  snow,  from 
two  to  eight  feet  deep  for  sixty  miles,  and  desti- 
tute of  game.  Mr.  Parker  estimates  their  average 
height  on  the  south  side  of  the  Kooskootskie,  at 
about  six  thousand  feet,  the  peaks  of  some  of  them 
reaching  nearly  or  quite  to  the  limits  of  peq»etual 
snow.  The  contrast  between  this  frown  region 
and  the  ground  throughout  Lewb'  Pass,  which 
was  traversed  only  one  week  later,  the  clover  cov- 
ering tbe  plains,  and  the  quamash  and 
bois  rouge  being  in  bloom,  and  the  ser- 
vice berries  being  nearly  ripe,  facts  derived  in  part 
trom  the  journal  of  Serjeant  Gass,  and  <.' apt.  Clark, 
■hows  an  elevation  for  the  Pass  lower,  if  aoytliing, 
than  is  assmned  in  the  above  estimate. 

If  attention  is  directed  to  the  map,  it  will  be 
seen  that  the  plateau  or  base,  on  which  stand  the 
Rocky  mountains,  proper,  between  the  waters  of 
the  Missouri  and  Columbia,  declines  probably  to 
the  north  between  the  latitudes  of  44°  and  47°. 
The  Missouri  ;uid  Clarks  rivers  between  those 
p.arallels  both  flow  in  that  direction  until  they 
reach  the  latitude  of  47°,  when  the  former  bears 
to  the  east,  and  the  latter  to  the  west,  indicating 
that  in  this  latitude  or  near  it  is  the  line  of  great- 
est depre.ssion  of  the  general  surface,  a  hypothesis 
further  confirmed  by  the  faet  that  in  this  line  are 
found  the  channels  or  valleys  of  prominent  branch- 
es of  both  rivers,  runmng  in  opposite  directions, 
neither  of  which  have  much  fall,  since  the  waters 
of  one  (the  Cokalahishkit)  are  "turbid"  flowing 
mostly  through  low  lands  over  a  sandy  aad  grav- 
cUy  bottom,  with  banks  "though  not  high  never 
overflowed,"  and  only  not  navigable  because  of 
'the  rapids  and  shoals  that  obstruct  its  current,'* 
and  the  other  (the  Medicine  river)  in  ''many  pla- 
ces deep  and  filled  with  islands,"  and  "navit^t- 
ble,"  flowing  through  a  level  plain. 
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Other  Passes  through  this  portion  of  Ihe  Rocky 
mountains  are  known  to  exist.  Father  De  Smet 
mentions  three.  That  followed  by  Captain  Lewis 
u  doubtk-ss  one  of  the  number.  Another  which 
he  found  iu  his  way,  from  the  Mission  of  St.  Mary's 
to  the  Yellow  Stone,  pursues  evidently  a  very  di- 
rect course  to  the  Great  Forks  of  the  Missouri,  as 
the  distance  was  accomplished  in  seven  days.  He 
says,  "weencamjjeJ  the  first  night,  Aug.  16,  1846, 
at  the  foot  of  the  Blackfoot  (Cokalahishkit  ?) 
forks.  Innumerable  rivulets  and  several  beautiful 
lakes  contribute  largely  to  thi.s  river. 

Towards  its  head,  to  the  nortJioast,  theie  is  an 
easy  Pass  for  carta  and  wagons.  The  valley  we 
ascended  i.s  watered  l>y  a  Ijeautiful  .slrosiu,  the 
Cart  river.  It  was  through  this  valley  we  wound 
our  way  in  former  days,  with  all  our  baggage  to 
the  spot  wh«re  St.  Mary's  now  stands.  We  cross- 
ed the  mountains  in  the  vicinity  of  the  Arrow- 
stone  fork,  by  an  easy  pass,  and  descended  a  tri- 
butary of  the  Jeft'erson  as  far  as  its  outlet,  through 
rather  a  wild,  broken  and  mountainous  country, 
with  here  and  there  an  extensive  open  plain,  the 
ordinary  resort  of  innumerable  herds  of  buQiilo. 
The  seventh  day  found  us  encamped  in  the  im- 
mense plain  through  which  the  forks  of  the  Mis- 
souri diverge.'' 

From  the  main  west  fork  of  Maria's  river  to 
Clarks  river,  there  is  said  to  be  a  very  feasible 
route,  which  if  found  sufficiently  favorable  is  more 
nearly  in  tho  direct  course  for  the  jiroposed  road, 
probably,  than  any  other.  The  valley  of  Marias 
river  is  a  plain  mostly  prairio,  so  free  from  ob- 
structions that  Capt.  Lewis  made  a  forced  march 
along  it  (apprehending  pursuit  from  the  iudians,) 
of  one  hundred  miles  in  18  hours. 

To  the  north  of  this  arc  still  other  Pjisses,  two 
of  which  are  described  by  Gov.  Simpson,  through 
one  of  which  he  travelled,  though  not  without 
considerable  eft'wrt  at  the  rate  of  twenty  miles  a 
day.  This  is  in  lat.  50>;^°  N.  nearly.  The  other 
more  to  the  soukh,  he  states  from  report  to  be 
"greatly  superior.'  These  lead  from  the  sources 
of  the  main  branch  of  the  Columbia  and  the  Koo- 
taoie  to  those  of  the  south  branch  of  the  Saskats- 
hawio.         ':•;''...  ./?..•"<-  ' '"'-  '*:  -*        | 

To  the  north  of  all  these  in  the  vicinity  of  the 
high  tweaks  of  Mounts  Brown  and  Hooker,  is  the 
Athabasca  Portage,  on  the  route  traversed  by  the 
Express  of  the  Hudson's  Bay  Company  between 
Hudson's  Bay  and  the  waters  of  the  Columbia. 

This  Pass  is  ascertained  by  measurement  to  be 
7,824  feet  above  the  sea.  j     ■  . -.s- 

The  three  passes  last  named  are  all  north  of  the 
latitude  of  49°,  and  arc  only  alluded  to  for  the 
purpose  of  illustrating  the  general  character  of  this 
portion  of  the  Rocky  mountains.  A  portion  which 
from  carelessness  on  the  part  of  our  map  makers 
in  not  availing  themselves  of  the  information  with- 
in their  reach  is  represented  as  an  elevated,  un- 
broken range  of  mountains,  with  its  principal 
streams  many  of  them  omitted  and  inaccurately 
placed,  a  fault  which  unfortunately  attaches  as 
much  to  the  map  published  by  order  of  the  U.  S. 
Senate  in  1850,  as  to  any  other,  although  that  map 
is  in  other  respects  very  correct. 

The  examination  of  the  several  P;isses  through 
the  mountains  between  the  Missouri  and  Colum- 
bia rivers,  will  now  be  concluded  by  adverting  to 
the  fact  a8  evidence  of  their  low  elevation,  that  at 
(be  time  of  the  visit  of  Lewis  and  Clark  two  du- 


merous  tribes  of  Indians,  the  Shoshoaes  and  Tus- 
hepahs  were  found  inhabiting  the  entire  region  in 
question ;  at  one  season  subsisting  upon  the  sal- 
mon taken  from  the  Salmon  river  branch  of  the 
Columbia,  and  at  another  pursuing  tho  bison,  and 
the  elk  on  the  plains  of  the  Upper  Missouri,  pass- 
ing to  and  fro  between  the  sources  of  those  rivers, 
evidently  without  difficulty. 

Again  in  the  vegetation  of  the  Passes  as  de- 
scribed by  Lewis  and  Clark,  there  arc  no  plants 
of  an  Alpine  character,  such  as  would  be  found, 
probably  in  that  latitude,  if  the  elevation  was 
much  greater  than  is  assumed,  notwithstanding 
the  softening  influence  of  the  milder  temperature 
which  pervades  the  region  on  the  Pacific,  and 
which  i.s  undoubteJIy  felt  to  a  certain  distance 
within  the  precincts  of  the  mountains,  even  if  it  does 
not  extend  entirely  through  them  to  their  eastern 
base.  The  last  would  seem  probable  from  the 
circumstance  of  the  profusion  of  cacti  above  the 
Falls  of  the  Missouri.  '    '  ,  ■  v"  ■• 

Sir  John  Richardson  alludes  to  the  similarity  of 
the  Flora  of  the  Valleys  of  the  Columbia  and  Mis- 
souri and  Saskatshawin  which  he  describes  as  "even 
greater  than  between  the  latter  and  the  eastern 
parts  of  the  United  States  and  Canada,"  and  which 
pan  only  be  satisfactorily  explained  by  the  ab- 
sence of  a  mountain  barrier  suflUciently  formidable 
to  cause  a  diflfcrcnce  iu  their  organism.'^. 

The  character  and  numbers  of  the  animals  also 
which  were  met  with  in  the  Pa.sses  by  Lewis  and 
Clark,  does  not  indicate  so  very  low  or  severe  a 
temperature  in  winter,  or  so  very  liarsh  or  rigorous 
a  climate  as  to  render  them  impracticable  for  the 
purposes  of  a  railroad,  nor  do  they  indicate  any 
greater  elevation  than  is  assuraed.  Wild  horses 
were  seen  at  the  points  where  Captain  Lewis  left 
Clarks  river,  ar.d  buflalo  were  observed  near  the 
summit,  and  it  was  one  of  the  well  beaten  roads 
formed  principally  by  those  animals  which  Capt' 
Lewis  followed  across  the  mountains  on  his  return. 
The  rattlesnake  wa.s  seen  at  Rattlesnake  CliflT,  near 
the  upper  forks  of  Jetforson  river,  at  an  eleva- 
tion as  high,  probably,  as  tho  summit  of  Lewis 
Pass,  an  animal  seldom  found  in  the  eastern  states 
north  of  the  latitude  of  46.° 

The  extract  given  from  the  journal  of  Captain 
Lewis,  is  very  satisfactory  in  respect  to  the  char- 
acter of  the  ground  between  the  Falls  of  the  Mis- 
souri and  Clarks  river,  for  the  constrtction  of  a 
railroad. 

The  line  throughout  is  situated  in  an  open  val- 
ley. The  surface  is  very  regular,  and  free  from 
the  obstacles  usually  met  with  in  the  passage  of 
summits  having  any  very  considerable  elevation, 
and  evidently  presents  no  extraordinary  difficul- 
ties. 

The  distiince,  estimating  from  the  Falls  of  the 
Missouri  is  about  180  miles.  The  line  is  well  sup. 
plied  with  timber,  and  the  maximum  gradient  will 
not,  it  is  believed,  exceed  fifty  or  sixty  feet  per 
mile,  and  that  for  a  comparatively  short  distance, 
near  to  the  main  summit. 

Iu  proceeding  westward  from  the  summit  of 
Lewis'  Pass,  the  first  measurements  met  with  on 
the  route  of  the  proposed  railroad,  arc  those  made 
at  Fort  Colville  on  the  Columbia,  a  short  distance 
below  the  mouth  of  Clarks  river. 

The  elevation  of  this  place  above  the  sea  is  giv- 
en by  Commander  Wilkes  at  2,200  feet.  In  ano- 
ther place  as  deduced  from  the  temperature  of 


boiling  water,  it  is  given  at  2049  feet.  Assuming 
2100  feet  as  the  elevation  of  tho  line  at  the  Chau- 
dierc  Falls  ten  miles  below,  the  descent  to  it  ft-om 
the  summit  of  Lewis  Pass  is  2&00  feet.  2200  feet 
of  this  amount  is  assumed  to  be  embraced  in  the 
distance  to  Clarks  river,  giving  for  the  inclination 
of  this  portion  of  the  line  of  the  road  an  average 
of  twenty-two  feet  per  mile,  the  distance^being  90 
miles  which  is  believed  to  be  as  great  an  inclina- 
tion of  the  vallies  of  the  Cokalahishkit  and  east 
branch  of  Clarks  river,  as  is  demanded  from  the 
description  of  them  by  Capt.  Lewis.  The  remain- 
ing seven  hundred  feet  is  the  assumed  descent  of 
the  Claiks  river  valley  to  tlie  Columbia  near  Fort 
Colville,  a  distance  as  estimated  by  tho  route  of 
the  proposed  road  of  260  miles.  This,  after  mak- 
ing a  liberal  allowance  for  tho  increase  in  distance 
by  the  channel  of  the  river,  gives  for  the  average 
inclination  of  the  river,  including  the  "  cascades 
and  falls"  which  extend  thirty  miles  ft-om  its 
mouth,  nearly  two  feet  i)er  mile. 

Although  the  mean  rate  of  descent  of  Clarks 
river  is  thus  found  to  be  only  from  one  fourth  to 
one-third  that  of  the  Salmon  river,  yet  the  salmon 
are  not  found  in  it  for  the  reason  already  stated, 
that  they  cannot  surmount  the  Falls  near  the 
junction  with  the  Columbia. 

The  fact  of  the  much  greater  elevation  of  the 
mouth  of  Clark's  river  as  compared  with  that  of 
tho  Salmon  river,  is  evidence  of  the  probable  less 
inclination  of  the  valley  of  the  former. 

Bradford,  the  author  of  a  valuable  atlas  and 
statistics  of  the  United  SUtes,  says  that  "  Clarks 
river  is  navigable  in  the  upper  part  of  its  course 
down  which  boats  may  descend  to  within  sixty 
miles  of  the  Columbia,  when  it  becomes  so  much 
broken  a.s  not  to  be  navigable  '  Father  DeSmet 
ascended  it  from  St.  Ignatius  in  a  bark  canoe 
250  miles  in  10  days,  in  1845,  to  the  Mission  Sta- 
tion of  St.  Mary's  and  descended  the  same  distance 
in  four  days.  St.  Ignatius  is  about  midway  be- 
tween Lake  Kalispel  and  the  mouth  of  the 
river. 

Gov.  Simpson  states  that  he  left  Lake  Kulspelm 
(Kalispel)  in  the  morning,  and  thence  ran  down 
the  river  until  eight  in  the  evening,  making  prob- 
ably a  distance  of  about  fifty  miles,  in  which  but 
one  portage  was  necessarj-.  From  this  point  his 
party  travelled  by  land  to  Fort  Colville,  a  dis- 
tance it  is  supposed  of  sixty  or  seventy  miles,  the 
last  fifty  miles  of  which  was  over  a  prairie  plain 
across  which  they  move.i  with  great  speed. 

From  this  account  of  the  character  of  Clarks 
rivef,  it  is  apparent  that  a  very  considerable  por- 
tion of  it  is  navigable,  so  much  as  to  make  it 
probable  that  the  estimated  descent  of  900  feet 
along  its  valley  to  the  Columbia  is  rather  above 
than  below  the  truth,  seeming  to  confirm  the  con- 
clusion arrived  at  from  other  sources,  that  the 
elevation  of  the  summit  in  the  Lewis  Pass  cannot 
very  much  exceed  tho  estimated  amount  of  5000 
feet  above  the  level  of  the  sea. 

From  Fort  Colville  it  is  proposed,  as  already  In- 
timated, to  carry  the  lino  of  the  road  down  on  the 
south  side  of  the  Columbia  river  to  the  Chaudiere 
Falls  or  to  Thompsons  rapids  a  short  distance 
below,  where  a  bridge  can  conveniently  be  con- 
structed without  interfering  with  the  navigation 
of  the  river.  From  thence  it  is  to  be  contiixaed 
along  the  valley  of  the  river  on  the  north  side  to 
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Fort  OkauagaD  or  to  some  suitiibie  i>oiut  on  the 
Okan&gan  river,  a  distance  estimated  at  ninety 
miles,  but  which,  following  the  course  of  the  river, 
is  inach  greater. 

The  river  in  this  distance  is  navigable  except- 
ing the  Chaudicre  Falls  and  Thompsons  rapids. 
It  has  a  st.-ong  current  .and  when  swollen  boats 
descend  very  rapidly,  mak'ng  easily,  with  but 
little  labor,  over  100  miles  per  day.  The  descent 
of  the  Chaudierc  Falls  and  Thompsons  rajnds  is 
given  by  Thornton  at  60  feet,  the  perpendicular 
fall  amounting  to  15  or  16  feet.  There  is  an  is- 
land at  the  first  fall,  and  at  the  foot  of  the  fall 
the  river  is  2330  feet  wide.  At  Okanagan  it  is 
1600  feet  wide,  and  its  elevation  above  the  sea, 
accordij'.g  to  Wilks,  is  2000  feet. 

In  respect  to  the  character  of  the  surface  from  ihe 
eastern  branch  of  Olarks  river  to  Okauagan,  there 
is  little  doubt  of  its  being  generally  favorable.  It 
the  portion  of  the  valley  of  Clarks  river  from  the 
upper  forks  to  (he  eastorn  branch,  as  described  by 
Lewis  and  Clark,  is  any  indication  of  the  charac- 
ter of  the  valley  below,  it  certainly  does  not 
present  any  extraordinary  obstacles  to  the  con- 
struction of  a  railroad.  The  portion  alluded  to 
embraces  a  distance  of  sixty  miles  and  is  a  beau- 
tiful valley  10  to  15  miles  in  width,  through  which 
meanders  Clarks  river  increasing  from  100  to  300 
feet  in  width ;  its  lower  portion  flowing  over  a 
gravelly  bed,  with  low  banks  and  with  a  current 
so  equable  as  to  be  navigable.  That  the  valley 
of  Clarks  river  below  does  maintain  a  cliaracter 
not  very  dissimilar  to  this  is  in  accordance  with 
the  statements  of  Father  De  Smet,  and  the  best  in- 
formation to  be  had  in  rfgard  to  it.  ;.  : 

If  the  Columbia  is  crossed  at  the  Chaudicre  FalU 

the  lino  will  probably  leave  Clarks  riv»?r  at  somu 

point  below  the  Kalispel  lake,  and  crt>35  the  wide 

prairie    which   lies    between   that  river  .  and  thf 

Columbia. 

The  banks  of  the  Columbia  between  the  Falls 
and  Okanagan  are  described  by  Gov.  Simpsou  as 
"  monotonous' and  "sandy  with  rocky  ridges.'' 
The  course  of  the  river  is  very  indirect  and  the 
line  m.iy  occupy  ground  of  a  different  character 
from  that  which  is  exhibited  in  the  vicinity  of  the 
river,  either  more  or  less  favorable,  but  in  neither 
case  will  probably  require  any  extraordinary  ex- 
pense, or  the  adoption  of  any  gradient  exceeding  a- 
bout  thirty  feet  in  the  mile,  and  the  same  remark  will 
apply,  also,  to  tho  portion  in  the  valley  of  Clarks 
river.  This  latter  portion  is  abundantly  supplied 
with  timber,  and  although  tho  banks  of  the  Co- 
lumbia are  destitute,  it  ciin  easily  be  obtained  by 
means  of  tho  navigation  aftyrded  by  that  river  and 
its  tributaries.  Timber  also  of  tlie  very  best  qual- 
ity, and  in  the  greatest  abundance,  is  found  in  the 
remaining  portion  of  the  lina  to  the  Pacific. 

Between  Fort  Okanngaii.  and  tho  Pacific,  or  the 
waters  connected  with  tlio  straits  of  Juan  Da  Fuca, 
the  direct  distance  is  not  more  than  one  hundred 
miles.  Intervening  is  tho  Cascade  or  Presidents 
range  of  mountains ;  a  hijh  range  extending  as 
already  described  parallel  with  the  coast  from  the 
southern  limit  of  Oregon  to  the  northern  limit  of 
Washington,  and  having  several  lofty  conical 
peaks,  one  of  which,  Mt.  Baker,  is  situated  near 
tho  latitude  of  49®  N.,  and  another,  Mt.  fianier,  in 
lat.  48^»  N.  nearly,  the  latter  being  a  littie  to  the 
■otttb  of  tbs  Muthern  MtrtiBity  of  Pufet  SouofiL 


Cumniander  Wilkes  of  tlie  American  exi<loring  Tiiis  view  when  considered  in  cvjiineclion  with 
expedition  when  at  Nisquiilly,  dispatched  a  jiarty  the  measurements  desciibed  above,  authorize  the 
under  Lieuf.  Johnson  with  instructions  to  cxplorc'conclusiou  that  there  may  be  passes  in  this  rang*, 


the  countrv  across  to  the  Columbia  river. 


.at  no  great  distance  even  from  Mt.  Ranier,  which 


This  party  crossed  the  mountains  north  of  Mt.  do  not  exceed  about  4,000  feet  in  elevation,  or 
Rauier  and  thence  continued  on  in  a  north  easterly  may  be  reduced  to  that  amount  at  no  very  great 
direction  to  Fort  Okanagan.  jexpensc. 

Mt.  Ranier  was  ascertained  by  triangulation  to  A  summit  of  this  height  will  give  2,000  fett 
be  12,330  feet  above  the  sea,  while  the  grcatest'ascent  from  Fort  Okanagivn,  which,  if  the  line  it 
elevation  attained  by  Lieut.  Johnson  in  crossing  I  carried  directly  towards  the  mountains,  roust  be 
theiRange  was  found  by  barometrical  measure-! overcome  in  about  50  miles,  at  a  maximum  grade 
ment  May  27th,  1841,  to  be  5,092  feet,  fromof  probably  60  feet  per  mile,  or,  if  laid  obliquely 
whence  Mt.  Rani'-T  bore  S.  S.  W.  Iso   as  to  increase  the  distance,  may  probably  be 

The  snow  is  described  as  ten  feet  in  depth  at  the  reduced  to  50  feet  per  mile, 
deepest  point  on  the  summit,  and  extending  alto-'  On  the  West  side  of  the  mountains,  the  descent 
gcther  eight  milos,  the  summit  being  five  miles  to  the  Pacific,  if  made  in  a  direct  Hoe  of  60  miles 
across.  On  the  4th  of  June  Lieut.  Johnson  broke^in  length,  gives  an  average  of  80  feet  p)cr  mile,  and 
his  barometer,  his  last  measurement  being  on  the  a  maximum  probably  of  100  feet  iter  mile.  If 
eastern  side  of  t'ic  range,  ne,'»r  tlie  snow  line  at  an  it  amounts  to  110  feet  per  mile,  in  any  place 
elevation  of  5,203  fv-'ct...     ^    ..  jit    will    then     be     less      than     the     maximum 

lie  gives  a  view  of  the  .ippearaiKC  of  .^It.  Ra-'ou  one  of  the  priucij>al  railroads  of  the  United 
nier  with  a  port  i"n  of  the  Range  on  each  side,  aSjStates«,  the  Baltimore  and  Ohio.  This  is 
ioen  from  an  elevated  point  iifter  passing  the  RaP^,ievidently  the  only  jX)rtion  of  the  entire  lino 
a  correct  C!>py  of  which  is  anue.\cd.  from  Lake  Michigan  to    tho    Pacific    requiring 

'  -  Ml. Ranier 


I 


the     adoption 


high 


gradi  nts.- 


of  what  may  be  considered 
It  is  however  limited  in  ex- 
tent, and  being  near  the  termiiuvi  is  favor- 
ably situated  for  tlie  economical  use  of  auxi- 
liaiy  power.  The  entire  distance  on  tho  roulc  a^ 
described  from  Chicago  to  the  Paeific  Is  1,960 
miles,  and  from  the  west  end  of  Lake  Supcrioi 
1,600  miles.  These  distances  arc  12  per  cent 
greater  than  the  direct  distance  between  the  point* 
named,  a  percentage  which  is  believed  to  be  ample 
to  cover  tbe  necessary  deviations  from  a  direct 
course. 

The  remarks  above  are  pi-edicated  upon  the 
supposition  that  no  lower  .summit  can  be  obtained 
than  is  as.sumcd  of  4,000feet.  ThcsirtrA  presented 
affords  encouragement  of  a  still  lower  summit 
even  upon  or  near  the  direct  route.  This  in  addi- 
tion to  the  f.vct  in  which  all  the  authoricics  con- 
cur, that  the  lat.  of  48°  N.  is  the  limit  or  bound- 
ary between  the  trap  and  granite  formatioits,  indi- 
cate the  possibility  of  a  favorable  change  in  the 
elevation  of  the  range  at  -that  point.  Near  this 
line  also,  are  the  vallics  of  the  Barrierc  and  Tux 
pam  rivers,  the  former  a  tnbiitajy  of  the  Colum- 
bia and  the  Latter  di-scharging  into  the  Pacific, 
circumstances  favorable  and  encouraging  in  rc':.i)eci 
to  finding  a  lower  pass  for  the  road.   ; 

Again  it  appears  from  the  surveys  made  by  thej 
exploring  exfHiditioa  that  the  latitude  of  49"^  N 
(the   international  bounda»-y)   is   ou'y  five  mile; 
south  of  the  mouth  of  Frasers  river,  where  it 
meets  the  Pacific. 

Frasers  river,  like  the  Columbia  finds  its  way  to 


niinas  of  tbe  proposed  road  a  few  word^  ooly  will 
be  necessary.         ..: 

That  point  which  possesses  the  requisite  facili- 
ties in  respect  to  harbor  accommo<la lions,  on  a 
large  scale  and  in  the  highest  degree,  with  ground 
the  most  suitable  in  elevation  and  extent  for  tb« 
Mte  of  a  city  of  the  first  magnitude,  with  a 
country  in  ihe  vicinity  the  most  fertile,  intersected 
by  Streams  which  afford  abundance  of  water  and 
of  water  power,  andjwhich  withal  is  nearest  to  the 
entrance  from  the  ocean  by  the  straits  of  Juan  De 
Fuca,  is  the  best.  This  last  consideration,  that  of 
.1  convenient  comrannication  with  the  sea  is  im- 
portant to  enable  vcmcIs,  pa:  ticuUirly  coaslei^,  and 
others  running  between  tho  ports  on  the  Pacific 
south,  aad  those  .situated  to  the  North  and  ia 
EiWtern  Asia  ^)  ctiter  and  receive  and  discharge 
freight  and  passengers  with  the  leasi  possible  loss 
of  time  and  with  tbe  least  exp«'nse. 

Paget  Sound,  theref  jre,  it  will  be  seen  is  too  far 
south  for  this  pnrjvjse,  and  tbe  proper  point  must 
be  sought  for  on  the  eastern  shore  of  Admiralty 
Inlet,  near  its  northern  extremity,  or  between  this 
tatter  point  and  the  intern.ntiona!  boundary,  in 
what  is  termed  the  Archipel.igo  of  Arrc. 

E3TiM.\TE  OF  Cost.       ■     .  V  '  * 

Tho  portion  of  the  line  embraced  in  the  Ctatea 
of  Illinois  and  Wisconsin  70  inilcs  in  one  and  290 
miles  in  the  other,  being  in  a  course  of  construc- 
tion will  not  be  included  in  this  estimate. 

This  portion  completed  for  a  s-ngle  track  and 
equipped  ready  for  use  will  probably  cost  not  far 


tae  sea  through  an  opening  in  the  C.iscade  Eangt|froni  ten  millions  of  dollars 

and  from  its  near.ncss  to  tbe  line  of  40°,  there  iJ  The  length  of  the  remaining  portion  from  the 
reason  to  H.er  that  the  mountain  range  may  be  ir^^est  line  of  Wisconsin  to  the  Pacific  as  estimated 
a  good  measure  avoided  and  still  ke:-p  tho  line 'is  1,600  miles. 

within  the  limits  of  tho  United  States.  The  coat  of  thU  for  a  iiafl.  track  oomplet* 

fe  .rf^R^  to  Oi*  i^eotioa  of  a  point  for  th*  SM-yH^  tUreqnitiu  tttra^mu,  tJM  iron  rAi;*  «*1#]isi 
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i  100  lbs.  per  j'ard,  with  all  the  necessary  buiUliiign 
and  equipments  is  estimated  as  follows. 

From  the  Wisconsin  line  to  Red  River 
^y      the   point    of   divergence    of   the  : . 
i      branch  to  Lake  Superior,  220  mil- 
es at  $40,000 $8,800,000 


From  Red  River  to  the  Great  Falls  of 
the  Missouri,  •ver  the  Missouri 
l)lains  tin;  surface  being  very  favor- 
able and  distance  720  miles  at 
$45,000 32,400,000 

From  the  Great  Falls  of  the  Mis^^ou!•i 
;  to  Okanagan  river,  over  ground 
more  difficult  of  construc-tion  and 
access,  530  niilos  at  $60,000 31,800,000 

From  Okanagan  to  the  Pacitlc  includ- 
ing the  p;issage  of  the  Cascade 
:      raountajms,  12U  miles  at  $70,000.  ..     8,100,000 


$81,400,000 
Add  cost  of  branch  to  Lake  Superior, 

220  miles  at  $  10,000 8,800,000 


.  ;  -^           :  V  •                      I       $'.>(i,200.noo 
• '  <. .  Contingencies  add . .     !t,80t),<X)0 


Total  fn-  1820  miles $100,000,000 

,  Eijual  to  $-jj,000  [>er  mile  avorage. 

The  brajich  to  Lake  Sup  m  ior  i.s  supposed  to  di- 
verge from  the  main  line  at  the  Rod  River;  thence 
across  the  ILiutcms  df.s  Irms  lo  the  .Mi.-sissippi  at 
the  mouth  of  Crow-wing  river;  tluiice  in  the  vici- 
nity of  the  Missi-ssippi  river  to  where  it  bends  to 
the  north  ;  thence  passit;g  near  Sandy  Lake  to  its 
terminus  at  the  west  end  of  Lake  Superior,  where 
iia  elevation  a)>ove  the  sea  is  supposed  to  be  aboiK 
630  feet. 

So  favorable  is  the  surface  of  the  country  gene- 
rally along  the  jiropotted  Northern  route  to  the 
Paciflc,  that  a  road  of  the  same  character  if  lo- 
cated east  of  the  Mississippi  could  be  built  and 
cquijtped  complete  at  a  co.-<t  not  exceeding  $40,000 
jier  mile.  The  addition  to  tlii*  amount  of  up- 
wards of  thirty  per  cent,  i.s  believed  to  bo  suf- 
lieicnt  to  cover  the  extra  cost  of  transportation  of 
mat'-rials  and  pr»)visions  and  tlio  other  disadvan- 
tages incident  to  the  construction  of  the  road 
through  a  country  the  most  of  which  is  in  a  state 
of  nature,  having  no  other  facilities  of  intercom 
munication  than  are  presented  by  the  navigable 
watera  of  the  Missouri  and  Columbia :  facilities 
which  are  indeed  ot  very  great  importance,  and 
which  will  contribute  largely  to  diminish  the  cost 
of  the  roai  on  the  rout<>  in  question. 

Tlie  actual  cost  of  the  road  will  depend  very 
much  ujjon  the  time  occupied  in  its  construction. 
The  revenue  to  be  derived  from  it  will  Ikj  limit- 
ed until  the  entire  line  is  completed.  It  will  be 
an  object  therefore  to  accomi)lish  it  in  the  shortest 
time  possible  consistent  with  a  due  regard  to  its 
cost.  If  immediately  commenced  and  prosecuted 
with  abunlant  means,  it  is  iiot  probable  that  it 
can  be  accomplished  in  less  than  from  ten  to 
'^'"twelve  years,  not  in  eluding  delays  caused  by  ne- 
gotiations with  the  Indian  tribes.  During  this  pcrio<l 
if  we  may  Judge  from  the  past,  the  increase  in  the 
population  of  the  United  States  will  not  be  less 
than  ten  millions,  a  large  portion  of  which  increase 
will  undoubtedly  be  found  located  on  and  near  the 
line  of  the  proposed  road.  So  that  by  the  time  it  is 
completed  it  will  have  a  large  way  business  which 
will  thence  forward.be  const.inlly  augmenting  and 
form  a  very  prominent  item  in  the  revenue  of  the 
road. 


■*^^;V.-    v— ^-■-" 
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Haabvllle  and  Danville  Bnllio»a« 

The  construction  of  this  road  will  complete  an 
important  link  in  the  great  north-west  and  south- 
east line,  connecting  Cincinnati  with  Charleston 
and  Savannah. 

A  road  is  now  in  process  of  construction  from 
Covington,  opi)osite  Cincinnati,  to  Lexington,  ?nd 
will  bo  ready  for  the  cars  early  in  the  coming 
year.  The  road  from  Lexington  to  Danville,  Ky., 
is  under  contract  and  partly  graded. 

From  Danville  to  Xashville,  about  170  miles,  it 
is  estimated  that  the  Nathville  and  Danville  road 
can  be  built  at  a  cost  of  $28,(XX)  per  mile.  South 
of  Nashville,  the  Nashville  and  Chattanooga, 
Georgia,  and  other  roads  form  continuous  con- 
nections with  Charleston  and  Savannah. 

Indepondi'ut  of  securing  a  large  portion  of  the 
trade  of  the  interior  of  Kentucky  without  coni|)0 
tition,  this  road  will  coimcd  at  Lexington  with 
the  Maysville  and  Lexington,  Maysvillc  and  Dig 
Sandy  Railroads,  and  the  Virginia  and  Wheeling 
and  Baltimore  roads. 

Several  subscriptions  have  already  been  made 
by  several  of  the  counties  along  the  line  of  the 
road,  and  by  ettorts  making,  a  large  addition  \\  ill 
bo  m.ade  to  the  individual  8ubscri|)tions  of  stock 
to  the  company.  There  will  b3  a  large  accc.s.sion 
to  the  stock  by  the  counties  that  have  not  yet 
made  subscriptions.  Tlic  means  for  the  construc- 
tion of  the  road,  consist  of  tho  stock  heretofore 
subscribed  ;is  follows : 

Subscription  of  stock  in  Barren  Co.. ..  $130,000 

"   Green  Co 100,000 

"    Taylor  Co....  100,000 

Proposed  subscription  in  Marion  Co. . .  200,000 

'•            "    Allen  Co....  lt)0,000 

"    Boyle  Co....  100,000 

Addition  Individual    subscriptions   in 

Greene  Co 50,000 

"      Taylor  Co.  60,000 

"                "              "      Darren  Co.  60.000 

Subscription  by  Cincinnati 500,000 


.Vdd  to  this  stock  subscriptions  by  con- 
tractors   


$1,680,000 
750,000 


crossing  of  the  Ohio  and  Mississippi  road  will  take 
place  on  tho  first  Tuesday  in  December. 


Portland  Iioeomotive  IVorkSt 

Wo  take  pleasure  in  transferring  to  our  columns 
from  the  "Slate  of  Miinc"  the  following  list  of  the 
Locomotives  turned  out  by  tho  above  establish- 
ment since  the  commencement  o)  its  operations. 
These  engines  are  now  widely  known  and  approv 
ed  of  throughout  tho  country,  and  the  Portland 
Company  are  well  prepared  to  complete  extensive 
orders  ( n  the  best  tenus.  Such  roads  as  supply 
themselves  with  motive  power  from  these  works 
will  have  the  guarantee  of  good  workmanship  and 
prompt  delivery. 

P0RTI..\ND  LOCOMOTIVES. 

The  Portland  Company  has  been  one  of  the 
most  lortunate  and  successful  business  iterations 
of  the  city. 

Mr.  Robert  Stephenson,  the  distingtiishcd  engi- 
neer, when  in  Portland,  visited  these  works,  ex- 
amined fully  their  style  of  engines,  and  said  'that. 
Ihs  company  turned  out  better  work  ;haii  any  of 
the  shops  in  Boston,"  which  shops  he  had  ju?*t 
visited. 

The  engines  of  the  Portland  company  have 
maintained  the  very  highest  reputation,  ;uid  the 
company  have  in  this  way  secured  an  amount  ot" 
work  in  every  department  of  labor,,  that  has  made 
their  operations  profluble,  from  the  start.  In  ad- 
dition to  a  regular  dividend  of  six  per  cent,  per 
.iunum,  they  made  a  special  dividend  of  25  p  -ret. 
in  July  last.  The  works  were  started  in  1818.  In 
addition  to  Locomotive  engines  they  have  turned 
out  Steamboat  and  Stationary  engines,  and  a  vast 
variety  of  other  machinery.  Of  the  locomotives, 
they  built  in 
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1840 

1850 

1861 

1852 

1853 

Amount  slock  north  State  line $2,430,000 

Say  to  be  raised  by  Tennessee  side. .        500,000 
Further  stock   to    be    subscribed    on 

Tennessee  part  of  line 200,000 

3,130.000 
Sccurilies  of  tho  company 1  ,t!30,000 


4,760,000 
Cost  of  tho  roivd,  28,000  per  mile 4,760,000 


RvansTllle,     luiilanapoliii      and      CIcTeland 
Straight  Line  R-tilroad. 

The  Directors  oflhis  comi>any  met  at  Indianap- 
olis on  the  lltlKtnt.,  when  tho  stock  books  were 
exanimcd  and  Iheir  contents  summed  up. 

The  amoiuit  of  reliable  stock  subscribed  and 
pi' dg-d  has  already  reached  $1,800,000,  part  of 
which  conies  from  other  corporations  interested  in 
the  construction  of  the  road. 

Two  new  Directors  were  elected  to  fill  vacancies 
Judge  Hardin,  of  Morgan,  and  Wm.  S.  Turner, 
Esq.,  of  Daviess.  Mr.  Ball  resigned  his  position 
as  Chief  Engineer  of  the  road,  in  consequence  of 
other  and  prior  engagements  claiming  too  much 
of  his  time  to  bo  able  to  devote  the  necessarj*  at- 
tention to  the  Straight  Line.  Henry  C.  Moore 
was  elected  Chief  Engineer  of  the  company. 

The  letting  of  the  road  from  Evansvilie  to  the 
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These  locomotives  have  gone  to  the  followiug 

purchasers  : 

....  ■*''  f"  v 

Atlantic  and  St.  Lawrence  Railroad..'..^ ....  ..21 

St.  Lawrence  and  Atlantic  Railroad 14 

Mad  River  an.i  Lake  Erie  Railroad  (Ohio) 6 

Covington  and  Lexington  Railroad,  Ky 6 

Panama  Railroad  (Central  America) 3 

Androscoggin  ;vnd  Kennebec  Railroad '•', 

Portland,  Saco  and  Portsmouth  Railroad 2 

John  M.  Wood 2 

Rutland  .and  Washington  R.ulroad I 

York  and  Cumberland  Railroad 1 

Wood,  Black andCo 1 

Ontario,  Simcoe  and  Huron  Railroad 1 

Lexington  and  Danville  Railroad 1 

Another  curious  factapp<'ars  in  connection  with 
these  Locomotive  Engines,  illustrating  the  war  of 
the  gauges. 

the  gauge  of. 6    6 

"  6 

4  10 

4    8J 

The  gauge  of  Camida,  and  of  Maine  east  ol 
Portland,  is  five  feet  six  inches.  So  of  the  lower 
Provinces. 

Phc  same  gauge  prevails  east  of  the  Mississip- 
pi. 

South  of  the  Ohio  River,  down  to  the  Qn^fof 
Mexico,  the  gauge  is  5  feet.  Bo  oa  the  Panani.i 
railroad. 

In  Ohio  and  New  Jersey  the  gauge  is  four  feet 
ten  inches. 

From  Portland  to  Buxton,  and  so  on  south  to 
New  York,  the  gauge  is  four  feet  eight  and  a  half 
inches. 

The  Erie  railro.id  hasa  gauge  of  6  fe«t. 

The  Portland  Company  has  on  hand  pattern.s 
for  all  the   different   widths,  except  the  six  feet 


There  are  44  on 
8 
6 
5 


AMERICAN    RAILROAD    JOURNAL. 


7«7 


No.    Name. 

1  Augusta, 

2  Montreal, 

8  A.  N.  Morrin, 
4  Portland, 
6  Machigoune, 

6  Oxford, 

7  Ticonic, 

8  "Wm.  P.  Preble 

9  Portland, 

10  Oregon 

11  T.  Boutell, 

12  Franklin, 

13  WaterriUe^.    , 

14  Coos,  • 

15  Montreal, 

16  Gen.  C.  Clark, 

17  Sherbrooke, 

18  Jenny  Lind, 

19  FeltOD, 

20  Railway  King 

21  Richland 

22  West  Liberty  , 

23  Saiidusky 

24  Huntsville, 
26  St.  Lawrence, 

26  Richelieu, 

27  Yaraaskee, 

28  Casco, 

29  Forest  City, 

30  D;uiville, 

31  Consuelo, 

32  Falmouth, 

33  Lady  Elgin, 

34  Queen, 

35  Massawipi, 

36  Dan.  Webster, 

37  Nueva  Grenada, 

38  Panamx, 

39  BogoU, 

40  Cumberland, 

41  Norway, 

42  Nulhegan, 

43  Paris, 

44  Gloucester, 

45  Yarmouth, 

46  Amonoosic, 

47  Westbrook, 

48  Vermont, 

49  '■'■  ':■: 

50  Oxford, 

61  Bourbon, 
62 

63  Falmouth 

54  HarridOD,  -r  •   : 

55  -::■;. 

66  '    /: 

67 

68  ■->•••■;- 

69  ' 

60  >-  >v 

62  '       ••     -      ■ 
63 


LiSTOf  liOCOMOTive  Engines  built  bt  the  Portland  Company. 
\    . , "  '  •  "V  ■  Weight  Diam.  Length 

•    ■  '  in         of  of        No.  and  size  of 

To  what  Railroad.  tons,  cylinder,  stroke.  drivers. 


Portland,  Saco  and  Portsmouth. 23 

Atlantic  &.  St.  Lawrence 25 

St.  Lawrence  &  Atlantic 25 

Portland,  Saco  &  Portsmouth.. 23 
AtLintic  &  St.  Lawrence 25 

Androscoggin  &  Kennebec 25 

Atlantic  &  St.  Lawrence 24 

Mad  River  &  Lake  Erie 23 

"  "  "     23 

Androscoggin  &  Kennebec 24 

"        <'  "         24 

Atlantic  &  St.  Lav^Tence 25 

26 

St.  Lawrence  &  Atlantic 26 

Rutland  &  Washington 23 

St.  Lawrence  &  Atlantic 25 

Wood,  Black  &  Co 25 

Atlantic  &  St.  Lawrence 26 

"       27 

Mad  River  &  Lake  Erie 20 

H.   .       «  '«   20 

'      *'"         "  "   20 

ci  i(  ic  OA 

St.  Lawrence  &.  Atlantic 26 

"   26 

"  "  "    25 

Atlantic  &,  St.  Lawrence 25 

M  "  "  26 

'U         "  «  ■  «  23 

John  M.  Wood 28 

Atlantic  &  St.  Lawrence 25 

Ontario,  Simcoe   &    Lake   Hu- 
ron   24 

St.  Lawrence  &  Atlantic 26 

"  "         27 

Atlantic  &  St  Lawrence 25 

Panama  Railroad 23 

«  "         23 

"  "         ....  ....  .....23 

Atlantic  &  St.  Lawrence 27 

II  II  .1  07 

"  "  "      ...*.  ....2i 

"  "  "      25 

'«  "  "      25 

"      25 

"      25 

York  &  Cumberland 20 

Atlantic  &  St.  Lawrence 27 

"  <<  "     24 

"  "  "     ....  ...!.25 

Covington  &,  Lexington 23 

"  "      23 

:  **  "      ....  .....23 

'•      23 

Lexington  &  Danville 26 

Atlantic  &.  St.  Lawrence 23 

St.  Lawrence  &  Atlantic 23 

-    ,     "  "   . .  24 

'•'    /  :  *•  "   24 

'..'  «  '  ■  M    .    ,  OO 

^,'  ■  '  ■#••■:)•  •  •  •    •  •  •  •  ^O 

"  •»  .:. 25 

JobnM.  Wood 24 


Gauge. 
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Blaliie. 

Kfnebec  and  Portlnad  Railroad. — The  Directors 
of  the  Kecn-'bec  and  Portland  Railroad  have  enter- 
edf  nto  a  contract  with  the  Somerset  and  Kennebec 
railroad  company  for  a  lease  by  which  that  road, 
when  completed  and  ready  for  using,  shall  be  run 
an6|  >perated  by  the  Portland  and  Kennebec  corpo- 
ration for  twenty  years,  the  latter  having  all  the 
receipts,  keeping  the  road  in  repair  and  payir.g  to 
the  Somerset  and  Kennebec  corporation  six  per 
cent,  annually  on  the  cost  of  the  road,  provided 
such  cost  shall  not  exceed  S700,000,  and,  at  the 
end  of  t.venty  years,  ono  half  of  what  the  net  earn- 
ings of  that  road  shall  be  found  to  have  exceeded 
th3  six  per  cent,  annual  payment,  repairs,  &.c. 
That  road  is  to  be  completed  next  fall. 


LiexlBfftoa  and  Big  tiau'ljr  R.  It,* 

The  work  ob  this  line  was  let  about  the  1st  of 
Sept.  to  Messrs.  De  Grart',  Foster  &  Co.,  well 
known  contractors,  on  terms  verj-  favorab'e  to  the 
interests  of  the  [company ;  payable  one-half  in 
cash,  one-quarter  in  the  bonds  of  the  company, 
and  the  remaining  fourth,  in  stock  in  the  road. 
The  work  it  to  be  commenced  immediately  and 
completed  within  throe  years  ready  for  the  rolling 
stock ;  the  company  to  furnish  the  tics  and  iron. 
It  is  expected  that  portions  of  the  line  from  Lex- 
ington, east,  and  from  Catlettsburg,  on  the  Big 
Sandy,  west,  will  be  opened  within  the  next  eight- 
een months. 

We  learn  from  Mr.  J.  B.  Westbrook,  Chief  En- 
gineer of  the  work,  that  the  company  have  propo- 
sitions from  the  iron-workers  on  the  route,  to 
furnish  rails  for  the  whole  line,  from  the  ores  ia 
the  vicinity.  It  is  well  known  that  both  coal  and 
iron  are  found  in  large  quantities  along  the  line  of 
this  road  and  the  coiuplcUon  of  the  ciiterprisc'  will 
accomplish  much  toward  making  them  available 
to  the  people  of  Kentucky.  Under  these  circum- 
stances it  is  roiisonable  to  suppose  that  the  Le.ving- 
toi»  and  Big  Sandy  Company  can  secure  their  iron, 
for  the  whole  route,  on  more  favorable  terms,  at 
home,  than  in  a  f<>reipn  market. 

AlabKina  anit  Tenneaaee  Railroad 

The  Uniontown  Independent  has  the  following 
information  in  regard  to  this  road. 

We  learn  that  the  grading  of  the  road  from 
Selma  to  Uniontown  is  all  under  contract,  and  will 
l»e  completed  at  an  early  day.  The  first  t«*n  miles, 
commencing  at  Selma,  was  taken  last  Fall  by  Col. 
Goldsby,  and  is  now  ready  for  the  cross  ties  and 
iron. 

We  are  not  informed  whether  a  contract  has 
been  made  for  a  bridge  across  the  Cababa  river  or 
not ;  a  portion  of  the  materials  cannot  well  be 
gotten  to  the  spot  until  the  track  is  laid  that  far. 
We  have  no  doubt,  Mr.  Troost,  the  Chief  Engineer, 
who  has  this  part  of  the  work  in  chargt^,  will  have 
it  ready  in  time  for  the  next  crop. 

The  grading  of  sections  n ,  12,  and  13,  being 
the  first  three  miles  this  side  of  Cahaba  river,  is 
•indcr  the  charge  of  Messrs.  Waddiil  *:  Co.  They 
have  a  large  force  at  work,  and  Mill  complete  it 
early  in  February  next.  Mr.  L.  W.  Mc.  Millan  has 
the  next  two  miles,  and  is  now  at  work  with  a 
force  sufficient  to  complete  it  whenever  it  is  need- 
ed. The  next  eight  miles  has  been  let  to  Col. 
Goldsby,  whose  name  in  connection  with  improve- 
ments is  a  snfficient  guarantee  that  it  will  be 
ready  in  due  lime.  .Mr.  P.  H.  Pitts,  also  has  a 
large  portion  of  it  graded,  which  will  be  ready  at 
any  time  the  Directors  require  it.  The  next  con- 
tract is  under  the  supervision  of  Col.  Davidson — 
this  includes  the  five  miles  next  to  Union  town— 
the  greater  part  of  which  is  finished.  He  bat  a 
large  force  actively  employed,  and,  with  his  ener- 
gy, we  may  look  for  an  early  completion  of  hit 
contract. 

The  Bibb  County  Steam  Mills  Company  will,  we 
understand,  furnish  crossties  for  the  first  ten  miles 
— they  having  subncribed  ten  thousand  dollars, 
payable  in  Lumber.  These  Mills  are  IrtcaUnl  in 
Bibb  County,  about  twenty  miles  above  Selma, 
on  the  Alabama  and  Tennessee  River  ILiilroad,  ic 
a  region  that  abounds  in  the  finest  timber. 

Messrs.  Moore  &  Brown,  William  A.  Jones,  and 
Mr.  McKellar,  have  each  contracts  for  cro88tJet, 
on  this  side  of  the  river,  and  have  a  Urge  number 
for  delivery. 

The  right  of  way,  with  but  few  exceptions,  hai 
been  given  to  the  Company. — Major  Price,  the  en- 
ergetic President,  is  now  at  the  North,  and,  we 
learn,  has  purchased  iron  for  the  road — how  luuch 
or  on  what  terms,  we  have  not  been  fully  ioform- 


Lcbauou  Valley  Railroad. 

We  learn  from  the  Philadelphia  News  that  two 
millions  of  dollars  have  been  raised  towards  the 
construction  of  this  work,  one  million  by  subscrip 
tions  to  stock,  and  one  million  by  loan.  The 
.iiaking  of  the  road  is  now  a  fixed  fact.  A  corps 
of  Engineers,  under  the  direction  of  Richard  B. 
Osborne,  Esq.,  are  now  surveying  the  route,  pre- 
paratory to  letting  out  contracts,  and,  as  we  last 
week  stated,  the  eastern  divison  (between  Read- 
ing and  Lebanon)  is  expected  to  be  put  under 
contnict  before  the  first  of  January  next.  The 
contractors  will  be  required  to  commence  opera- 
tions forthwith,  so  that  in  about  two  years  from 

this  time,  we  shall  probably  be  able   to  make  ajed.— We  hope  to  be  able  to  give  something  more 
trip  to  Lebaopo  by  raiL  -  -  ••    •  .....  _. 


iddfioite  iu  regard  to  ihis,  in  our  oexu    That,  it 
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may  seem,  from  tlic  >:e;«l  of  our  Boaid  of  Direot- 
ors.the  cheering  news  froiu  the  western  end  of  the 
road  in  Mississippi,  and  the  Mobile  and  Ohio  road, 
that  we  may  soon  cxp<.'ct  to  travel  East  or  West 
by  railroad. 


American   Uallroad  Joui'nal. 


Saturdajr«  November  13,  I633< 


Pacific  Kallrond. 

Certain  parties  who  obtained  from  the  Legis- 
lature of  tliis  State,  at  the  last  session,  acts  of  in- 
corporation for  the  purpose  of  buil'Unij  a  railroad 
to  the  Pacific,  organize  1  on  the  2nd  instant  by  the 
choice  of  the  following  gentkuien  .is  directors, 
viz:  Levi  S.  Cliatfield,  Sandford  E.  Church,  Or- 
ville  Clark,  Caleb  S.  Woodhull,  of  New  York ; 
Cyrus  Moore,  Maine :  George  Ashmun,  Mass. ; 
T.  Butler  Khig,  Ga. ;  Alfred  Gihuore,  Peun. ; 
Francis  M.  Dinion,  Rhode  Island ;  Holtcrt  J. 
Walker,  AVa.shington 


Railway  Sbare  List, 

Compiled  from  Ike  latest  returns — corrected  every  Wednssdny — on  a  par  raluatum  of  $100. 


NAME  OF  COMPANY, 


Atlantic  and  St.  Lawrence. . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence.. . .  " 

Nashua  ."vnd  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic . 


Elcn   Kariisworth,    iMich. 

William    Noyes,    Penn. ;    J(  i>tna  Fowles.  Teiin. ;  j  Rutland ! . .  . .  ' 

Thomas  J.  Green,  CaliforLia;  Anson  Jones,  Levi  I  Vermont  Central ' 

Jones,   W.  R.  D.  Ward.  Texas:  James  H.  Lucas,  i^'^rmont  and  Can.ida ' 

m,        T  n  IT  1  a     .1   ,•      1-        X'  .1      •  ,!»' estern  Vermont ' 

Mo. ;  Isaac  L.  Holmes,  South  C  arolma ;  Nathaniel  [  yprmont  Vallev  ' 

T.Green.    North  Carolina;    Pliilip    T.    Thomas,   Boston  and  Lowell . 


Vt. 


Mass 


Green, 

Marjland  ;    II.   D.  Sj>jlui;ni,   Samuel   Waggoner,  j  Boston  and  Maine " 

Ohio,  G.  W.  Undcrhill,  Ark. ;   E.  T.  Bridge!,  New  j  Boston  and  Providence " 

loroAv  I  Bo.ston  and  Worcester " 

T      .„         .  ,.„.  .    .      .         ,.         Cape  Cod  branch " 

It  wul  rcquwe  very  dillercnt  t  luiber  from  tins  to  !  Connecticut  River " 

build  the  Pacific  road.     There  it,  not  what  may  be  !  Eastern " 

termed  a  first  class  name,  in  the  whole  list ;  nor  a  |  Fall  River " 

person  calculated  to  command  the  confidence  ofi*}!"'!^."  •:••;•• 

f.    .    ,         .  ,  .1-11.1  1    'PI         New  Bedford  and  Taunton. .. 

that  cla.«s  of  men  who  arc  to  bund  the  roail.   There  I  Norfolk  Conntv  " 

are  on  the  other  hand  such  a  sparkling  of  politi-  '  Old  Colony " 

cians  and  speculators  as  to  throw  doubt  over  the  Taunton  Branch " 

real   intentions  of  th.)   parties,   and  lea^I   to  the  i  Vei'^on*' '"^nd  Mas.sachusetts. .  '' 

belief,  that  they  have  a  very  .lilUrent  object  from   JJ^steri^'  *°^  ^'3^^>"* ", 

the  one  set  forth.  At  least  ono  half  of  the  directors  'stonin^toM '.'.*..  ... .'.'.'.".'.'..     R    I. 

must  step  aside,  before  they  can  secure  the  con-  j  Providence  and  Worcester. . .  " 

fidenee  of  the  public,  or  the  cooperation  of  capi- 1  Canal Conn. 


talists.  Such  b'-iiig  the  fact,  it  may  be  well  to 
pay  so  at  once.  Under  the  present  lead,  the  com- 
pany will  simply  make  themselves  ridiculous,  and 
•will  be  equally  powerless  before  the  eountiy,  and 
Congress.  No  company  can  succeed  in  this  work 
without  the  cfRcicnt  aid  and  >^upport  of  both.  The 
more  this  company  parade  thcnisclvi's  bffore  the 


Hartford  and  New  Haven .... 

Housatonic 

Hartford,  Prov.  ,and  Fishkill . . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City. . 
Buffalo,  Corning  and  N.  York. 


(C 


public,  the  sooner  will  they  lie  laid  on  the  shelf. 

They  do  not  even  constitute  a  resftectable  vangu.-ird  i  Buflalo  and  SUite  Line 

of  the  armv  Ih.U  is  to  follow  to  fight  the  Aa///^.  ^""='"'|''^i§^»» '^"'1,  ^i.-^ara  F . . 

_,,,,■,  ,         i  .1    .  •  .„         I  Canandaigna  .-ukI  Elmira 

The  latter  docs  n.^  want  lIuMr   services,  wdl  not  [(....yu^a  .^^.d  s„,,,uehanna. ... 
follow  their   lead,  and  will  ha  indilfereut,  even,  j  Erie,  (New  York  .nidErie).., 


N.  Y. 


Hudson  River. 
Harlem 


whether  they  are  found  in  the  ranks;  so  that  the 

Pacific  Company  may  make  Ihemselves  as  hai)py 

as  possible  over  the  subject  of  a  railroad  to  their  |  v""?  v*  *"'  r  '  \  .'\ 

road,   for    they   wdl  have    precious    httlc   work ,  Ogdenshurgh  (Northern).. .. 

to  do.  Oswi'go  and  Syracuse 

Since  the  above  was  wiitten  we   learn  that  ihe  Piattsburg  and  Montreal.... 
company  has  b  en  organized  by  the  choice  nf  Levi  1  Ronsscia'-r  and  Saratoga .... 

c    rii    /«  1.4  V.-"       -1     1       v.-  •  .•    .1-   ,  Rutland  and  W;ishmgton 

S.  Chatfaeld,   a    dislmgu.slicd  politician    of    this  <  g^^^^oga  and  Washington. .  ., 

State,  as  President,  and  Mr.  Lcland  of  the  Metiv)- '  Troy  .ind  Rutland 

politan  Hotel,  {par  nobilr  fratrum,)  Secretary.  We  j  Troy  and  Boston 

also  understand  that  Wm.  J.  McAl;,ine,   E.sq.,  o{\^t^^^^ov:i\  xm\  Rome 

.,     ^  .  ,,      ,  .  ^-  t    1  i^u-„e  v     •         i  Camden  and  Araboy a^. 

the  Ene  ro.ad  h.is  been  appouitL.l  C  hicf  Engineer,   ^i^^,-^^  .^,„j  j-^^^jj^   ; < 

and  Hon.  A.  C.  Flagg,   Comptroller  of  the  City,  j  New  Jersey  .'......'."...*.'. !!.' 

Treasurer.     If  they  accept,  we  must  say  wc  think  \  New  Jersey  Central 

they  will  find  themselves  in  the  wrong  box.  j.Cumberl.«id  Valley 

It  is  a'so  stated  that  some  .■«^oO,CO-<»,000  have  ij"®  !"?^  ^'^'°'''>  *•'"  ^••••l  •••• 
V  V      -u  J  .    .1      .     1.    «•  .1  u     Harrisburgh  and  Lancaster... 

been  subscribed  to  the  stock  of  Ihe  company- by  Philadelphia  and  Reading... . 

"  ffW»»  ;i  Jwf^raw  Jiii.'s,  "  wo  presumOk  Phllad.,  Wilmington  and  Ball. 


N.J. 


Penn, 


150 
65 
72 
51 
20 
93 
36 
54 
82 
21 
15 
47 
26 
61 
120 
117 
47 
51 
24 
28 
8G 
5.", 
0! 
28 
62 
75 
42 
66 
20 
20 
45 
12 
77 
45 
1.55 
50 
40 
45 
72 
110 
60 
66 
61 
62 
55 
64 
91 
132 
69 
50 
47 
35 
464 
144 
130 
95 
!o04 
{118 
1  .*J6 

25 
60 
41 
82 
39 
96 
65 
45 
31 
63 
66 
20 
36 
95 
98 


c 
S 


.a 
v 

•a 

c 
zi 


1,638,100  2,973,700, 

809,878  1,016,600 

952,621! 
1,365,5001 

286,747; 
1,619,278 
1,485,000 
2,078,626 
3,016,634 

717,513 

600,000 


;;  -,!-0 
123,884 
341,100 
(522,200 
none. 
720,900i 


S  3 

o  9 

o  * 
H 


6,160,278 
2,064,458 
2,511,067 
1,469,384 
713.006 
2,540,217 
1,485,000 
3,002,094 


none. 


061,214 
1,400,000 

I  673,600 

1,097,600  560,000  1,746,516 
2,480,000  2,129,100|  5,677,467 
8,500,000  3,500,000112,000,000 

1,500,000 ,  1,600,000 

392,000'   700,000; 


E  u 

"  t-  5 

(Q  S  ^ 


254,743 
140,661 
108,114 
208,669 
23,946 
160,538 
305,806 
287,768 
328,782 

132,615 


495,397 


to  .2 
fc5 


o 

a 


I 

04 


113,620  none   82 

80,063  none'  86 

100,55l!none  46 

1  6  I  984 

ll,256|none  — 

79,669none'  36 

141,836  8  |l07i 

65,266  6   48 

163,076;  5   47 i 

i  6><(  90 

51,613;  8  *|109 

none..-. 

...  ....Inone;  21 

'nonei  37 

266,589none  25 
i....i  121 


388,108; 
659,001 1 
469,656 
758,819 
60,743! 
229,004 


1,830,000 ;  1,995,249 

4,076,974  150,000'  4,092,927 

3,160,390  390,0001  8,546,214 

4,500,(KX>  426,000!  4,846,967 

421,296  171,800'   633,906 

1,591,100!  193,600  1,801.946 

2,850,000  600,0001  3,120,391 

1,050,000  none.  !  1,050,000 

3,510,000  112,805!  3,623,073  674,574 

500,000  none,  i   620,476 

547,016  819,743;  1,245,927 

1,964,070;  282,800!  2,293,634 

250,000'  none,  i  307,136 


2,140,536!  1,001,500 


3,203,333 
1,321,945 


1,134,000!  171,210 

5,150,0001  6,319,520  9,963,759 

I   407,700! 

1,457,50(^  300,000;  1,731,498 


2,3;-)0,000 


558,861; 


3,000,000;  1,641,000 

926,0001  440,000 

750,5001  650,000 

2,121,110!  701,600 

900,000!  1,550,000 


800,000!  3,150,000 

'  2,600,000 

;In  progres 

800,000j  1,611,111 


4,978,487 


879,6361   872,000 


1,380,610 

2,696,488 

2,650,600 

In  progres 

1,921 ,270 Recently !opened.   j..,.  130 
In  progres 
425,509|      582,400!      987,627      76.760!      39.8601none   68 
687,0001      400,0001  1,070,786 
9,612,995: 24,003,866131 ,301 ,806 
3,740,516^  7,046,396!lO,527,654il, 063,059 
4,726,250      977,4031  6,102,935!    081,445 
1,875,148'      516,246!  2,446,3911    205,0681      44,070;none 

22,868,600|  2,1 11, 82424,974,423 ' I....lllli 

1,679,969   2,969,7601  5,133,834|    480,137;    195,847inonel  26 


Leased  tolthc  Vt.  Cient.  jlW) 


Recently 


opened,   inonc!.*-- 

inonel-.-- 

130,8811  7M!  ^4 
338,215i  7  *il02} 
227,4341  6     i  8tii 
381,290  7     1101 
30,056;  2>:;j  45 
72,028   5  "i  66 


488,793!   241,017;  7^1  'Jl 
229,445i      99,5891  8     |106i 
232,7871  0     I  93i 
4;;, 960!  7».<;il7 
23,416lnonei  60 
101 ,510:  none   90 
24,3991  8      .... 
18,648none    13J 
66,900   i}4    69J 
683,194^  6iK\  99 
110,892...!"    61 
139,614i  6     j.... 
inone  .... 


164,230 
67,251 
322,213 
137,406 
218,679 
162,109 
1,339,873 
240,572 
253,690 


639,629    294,26910 
329,041     168,902|none 

69,629! iuone 

114,4101 .... 

806,713    428,178|  7 


118i 


99 
46' 


Recently  opened.   |none 

267,56'l'    116,966!  4^\  6»2 
Recently  jopcned.   |none|  86 

inonej  66 

Recently  !opened.   \. 


76,760!      39,8601none 
74,241  i     23,490  none 
3,637,766!l,691,623i  7 

338,783:  none 
324,494;  6 


745 
66} 
pit 

284 


360,(HX> 

174,042; 

610,000j 

850,000 

899,8001 

237,690; 

430,9361 

1,011,9401 

1 ,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 


201,500 

131,000 

26,000 


607,803|      90,616j      43,6091  4     I 

349,775;Recentlv  iopened.   ;nonei . 

774,495;    213,078|      96,7371....;, 


70 


400,000!  l,250,000'Recen(ly  opened 


940,0001  1,832,946 

100,0001  329,577 

700,0001  1,043,367 

650,000!  1,693,711 


128,000 

476,000 

1,500,000 

13,000 

"7l'3'227 


173,515!  135,017!none|  80 
Recently  Iopened.  ....  *  33 
Recently  !ojx;ned.   'none 


225,152 


4,327 ,49«  1,388,386 
],220,.325l  149,941 
8,245,720  603,942 
2,879,880  260,899 
1,265,1431  118,617 
760,000|Recently 
1,702,523    266,327 


116,700   8 


6,666,33210,427,80017,141,987,2,480,626 


478,413  10 

79,252   4 

316,259ilO     131 

124,7401  Z)4 

76,890!  6 

opened,  j....  il26 

106,3201  8     i.... 

1,261,987:  7     I  72 


100 
145 


8,850,000  2,403,276,  6,818,e?9    667,^34    388,501  5    ,  76i 
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CompUtd  from  tkelaUit  returns — corrected  every  Wednesday — on  apar  valuation  /»/S100. 


NAME  OF  COMPANY. 


a 

^ 

•n 

^ 

a 

•3 
a, 

?=r 

•O 

<e 

V 

.2 

'S. 

c 

■»* 

<e 

a 

>j 

O 

Cm 

9,188,300 
1,650,000 


Pennsylrania  Central Penn.  260  j9,768,156 

Philadelpliia  and  Trenton "     I  30 

Pennsylvania  Coal  Go "     (47 

Baltimore  and  Ohio Md.  1381 

Washington  branch "     ;  38 

Baltimore  and  Susiiuehaona..  "       67 

Alexandria  and  Orange Va.  |  66 

Manassas  Gap "       27 

Petei-sburgh "       64 

Richmond  and  Danville "        73 

Richmond  and  Petersbiirgh . ,  "       22 

Rich.,  Fred,  and  Potomac ....  "       76 

South  Side 


Virginia  Central " 

Virginia  and  Tennessee " 


769,000 

1,372,324 

686.000 

1,000,000 

i  62  11,357,778 

107  11,400,100 

I  60  {3,000,000 

Winchester  and  Potomac "     !  32       180,000 

Wilmington  and  Raleigh N  .C.  161  jl,338,878 

CharJotte  and  South  Carolina.  S.  C. HO 

Greenville  and  Cohunbia "      140  jl,004,231 

South  Carolina "     {242  13,868,840 

Wilmington  and  Manchester.     " 

Georgia  Central Qa, 

Georgia " 

Macon  and  Western " 

Muscogee "     ' 

South  Western ^ 

Alabama  and  Tennessee  River  Ala.  >  65 

Memphis  and  Charleston "       93 

Mobile  and  Ohio "     |  33 

Montgomery  and  West  Point.     "     j  88 

Southern Miss.j  60 

East  Tennessee  and  Georgia. .  Tenn.i  80 
Nashville  and  Chattanooga.  . .  "  |125 
Covington  and  Lexington Ky.  i  38 


191  j3,100,000 
211  '4,000,000 
101  ll,214,283 


71 
60 


686,887 


Frankfort  and  Lexington "     \  29 

Louisville  and  Franitfort "     i  66 

Maysville  and  Lexiiugton. . 
Cleveland  and  Pitlsburgh. 

Cleveland,  and  Erie " 

(Meveland  and  Columbus " 

Columbus,  Piqua and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  .ind  Dayton  " 

Cincinnati  and  Marietta "     i . . . . 

Dayton  and  We-^teru "     i  40 

Dayton  and  Michigan "        20 

Eaton  and  Hamilton "        86 

Greenville  and  Miami "        31 

Hillsboro "       37 

Little  Miwni "     j  84 

Mansfield  and  Sandusky "     ' . . . . 

Mad  River  and  Lake  Erie...  "    |167 

Ohio  Central "        67 

Ohio  and  Mississippi "     ; 

Ohio  and  Pennsylvania "      187 

Ohio  and  Indiana "      • . . . 

Scioto  and  Hocking  Valley ...  "     : 

Toledo,  Norwalk  and  Clevel'd  "       87 

Xcnia  and  Columbus "        64 

Evans\ille  and  Illinois Ind.  ;  31 

Indiana  Centr.il "     ' 

Indiana  Northern 

Indianapolis  and  Bellefontaine 

Lawrenceburg  and  Ind 

Lafayette  and  Indianapolis . . . 
Madison  and  Indianapolis .... 

Peru  and  Indianapolis 

Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago Ill 

Chicago  and  Missis.sippi "     113 

Illinois  Central "     i , . . , 

Galena  and  Chicajro "        92 


776,259 
879,868 
688,611 


836,000 
2,093,814 
1,430,150 

357,218 


Ohio.  100   1,239,450 
"     I  95    


136   3,027,000 
I  46 
i  61 
I  60 


i( 
« 


131 
83 
90 

i  62 
;  88 
{  40 
i  72 


2,100,000 

310,666 


2,370,784 

900,000 

2,387,200 


1,760,700 


662,000 
1,092,137 


•  •»«■    »:Jf.» 


1,660,000 
'  632,387 
2,*46o,666 


2  S 

O  B 

o  " 
H 


5,000,000 


.£  « 

S      L,      * 

So? 


5  *" 
So"* 

*  US 


o 


c 


9,827,123 


173,867 
200,000 


13,600,000  1,943,8271    617,626 


19,542,3071,326,6631    615,384 


1,660,000 


503,006 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 


348,622!    216,237 
413,678!    162,636 


227,5981      72,370;  7 


040,000  2,106,467; 
446,036jin  prog,  -i 
1,500,000;  In  prog,   ' 


122,861 

254,376! 

62,7621 

176,486| 


74,113  none 
113,256  7 


120,000 
1,134,698 


300,000 
3,000,000 


306,187 

1,214 

168,000 


150,000 
400,666 


416,632 
2,965,574 


In  prog. 

7,002,396 
In  prog. 

3,378,132 


74,902  none 

i {none 

89,77€; 112 

610,03!ri  153,898'  6 


1,000,717!  609,7111  7 


541,000 
850,000 
900,000 


1,596,283 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
684,902| 


945,608!  608,626'  8 
934,4241  45(>,468;  7>^ 
296,68  J I  163,697  9 


129,395!   71,636:  8 


173,542 


76,079;  8 

:i... 


87,421!  44,250.. 


1,371,000 
'  408,266 


500,000 
660,666 


1,000,000 
1,767,000 


2,460,000 


800,000 
119,600 


750,000 
'  663,166 
4,066,666 

"56o'666 


In  prog.      ij 

2,963,766     194,429i    125,306 


e 

DO 


•c 


91 


102i 
46 


77 

70 

40 

100 


61 

98 


125 
116" 
169' 


93 


3,665,000 
2,000,000 


777,793    483,46412 

321,793;  260,907.,. 


2,659,053 

In  prog.      ' 

925,000  |Recently  |  opened 
In  prog. 


I16i 
98 


In  prog.  ' 
2,634,167! 
1,866,000 
4,110,148^ 

In  prog.     I 


626,7461    314,670    10 

64o",5i8!  11*3,461 !!!! 


In  prog. 


Recently  ;Oi>cne<J. 


99 

72i 

80 


70 


119i 


95 
95 
97 


I 


1,317,140  Recently  openeil. 
1,257,714'    237,500!    lSo,36.T 
In  prog.     ^ I 


15    lie 


Recently 


opened. 


In  prog. 

...  .....  'RecentlT  opened. 

2,400,000j   516,414     268,075    10 
In  prog.     ; i 

l,363,019j   106,944      71,446;  4 

4,'606',666j 
In  prog 


115 
105 
82 
78 
65 
70 
108 


473,548'    286,152  . . 


.  --  ,1,932;  361 

Michigan  Southern Mich.  816    2,499.410|  2,629,000;  6,480,246    692,187     293,046. 

Michigan  Central "     282  k.OOO.OOOi  4,067,896,  8,614,193! 8 

^Miflo lao .  •»  «•»»  <  •  M  <  ,Mq>  I  M  A  ,000,000'    Qose,    jIn  proftM  RMntl^-i  opcovd.  . . . . 
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Stiarc  and  Aloncy  Market. 

We  arc  not  yet  able  to  report  any  particular  in*- 
provemcnt  in  the  Share  or  Money  Market.  Fw 
idl  purposes  money  continues  very  tight,  while  for 
speculation,  or  lor  carrying  on  our  public  works, 
etc.,  it  is  hardly  to  be  had  on  any  terms.  The  conse- 
quence is,  that  nio.st  of  our  railroad  companies, 
whose  works  are  in  progress,  :ire  in  distress  for 
money,  and  their  wants  add  materially  to  the 
present  stringency.  The  ordinary  sources  of  sup- 
ply are  suddenly  cut  off,  and  where  companies  are 
somewhat  extended,  and  where  the  domestic 
means  c.innot  be  made  available,  or  are  not  suffi- 
cient to  their  w.ints,  we  see  no  other  cour>e  for 
them  to  pursue  but  to  curtail  thoir  operations  to 
their  means.  Untler  tlie  present  state  of  the  mon- 
ey market  such  must  be  the  re^iult,  and  the  sooner 
our  companies  prepare  for  it,  the  V»ettcr. 

The  prosent  .>ilringency  contr;i.sts  strikingly  with 
the  ea.«y  moin'y  niarket,  and  the  activity  which 
prevailed  a  year  since;  and  the  grrat  depreciation 
of  railroad  securities  of  all  kinds,  ranging  in  almost 
all  cases  from  10  to  20  per  cent.,  naturally  suggests 
the  enquiry  whether  the  usefulness  of  our  rail- 
roads ajid  their  value  in  invest mciits  of  capital, 
have  been  over  estimated,  and  whether  tlie  confi- 
dence felt  in  these  works  a  year  since  was  well 
placed.  This  in<]uiry,  whit  h  to  a  certain  extent 
is  the  result  of  a  distrust  caused  by  the  extreme 
depression  of  prices,  may  be  best  answered  by 
reference  to  the  caru  ings  of  the  roads.  In  the  case 
of  every  road  certain  results  are  predicted, — a 
givec  income  ujion  tlicir  ct>s/.  When  this  is  re- 
alized, a  work  may  be  ^aid  to  be  succasful.  Sub- 
jected to  this  test,  we  can  hardly  name  a  road  that 
has  Ihhmi  constructed  the  past  fivcycars,  that  is  not 
eminently  successful.  We  know  of  no  complef^d 
road,  in  which  the  public  are  generally  interested, 
that  has  not  earned  an  ample  return  U]><;n  its  f^t. 
So  far  am  oar  Tonds  svcfis/nl:  and  the  fact  that 
cajiital  is  suddenly  withheld  from  them  by  an  ex- 
traordinary state  of  affairs  no  nioie  iiivalidatrs 
the  soiuiduess  and  value  of  these  work.*,  th.an  tlie 
sudden  decline  in  Consols,  the  safety  of  those  secu- 
rities. The  earnings  of  our  roads  were  never  »o 
large  a.-*  at  the  present  monient,  and  these,  from 
the  rapid  development  of  the  country,  and  the 
opening  o[nnr,  which  add  laigely  to  tlie  busiue.-ts 
of  the  old  roa'!s,  .ore  increasing  nnich  fasUr  than 
the  cost  of  our  roads.  Every  day's  exjiense  is  cal- 
culated to  increase  the  coniidenc6  felt  iu  railroads 
as  projiertif. 

The  following  table  will  show  the  eaniiugs  of 
several  roads  for  October,  compared  viith  the  cor- 
responding month  of  the  past  year,  viz  : 

The  earnings  of  the  following  toa^s  for  the 
month  of  Oct.  are  as  follow.y  : 

ia*).1.  1862. 

New  York  and  Eric, $552,995  S376,833 

Hud.son  R iver. 163,258  104,30'J 

Michigan  Southern :i20,804  134,737 

Ohio  and  Penn 81,039  44,741 

Milwaukee  and  Miss 41,377  16,072 

Rock  Island  .ind  Chicago. . .     67,097  new. 

N.  York  and  N.  Haven . 9:i,262  64,624 

Norwich  and  Worcester 31,867  24,886 

Cincinnati,    namiilon    and 

Dayton. .»M....« .S8,0P6 


ToUls tl,282,774 

.,  ..        797,113 


30,001 
«797,118 


Increase — S486,66l 

Equal  to  M|>«:  cent,  or  over  60  per  cent  d*4«et- 
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ing  the  earnings  of  the  Rock  Island  road.  We 
think  the  increase  for  the  whole  country  for  Octo- 
ber, will  be  at  least  thirty-three  per  cent  over  the 
past  year. 

The  following  is  a  statement  of  the  deposits  and 
coinage  at  the  Philadelphia  Mint  during  the  month 
of  October : 

"••■    *  OOLD. 

Doable  Eagles S860,685  00 

Half  Eagles 118,626  00 

Quarter  Eagles 239,660  00 

Oold  Dollars 682,966  00 


Total $1,801,926  00 

In  Bars 3,515,236  87 


Vj.  Total  Gold S6,317,162  87 

SILVER. 

Half  Dollars 8218,000  00 

Quarter  Dollars 776,000  00 

Dimes 164,000  00 

Half  Dimes 63,000  00 


'     Total 81,210,000  00 

COPPER. 

Cents S3,500 

*/A^.'  GOLD    BCLblON    DEPOSITED. 

From  California S4,327,00O 

from  other  sources - 125,000 


"     Total....  ....  .'..... $4,452,000 

Silver  Bullion  deposited S620,000 

The  total  gold  deposits  at  the  Mint  in  the  first 
ten  months  of  the  last  three  years,  compare  as  fol- 
lows: 

1861.  1852  1863 

Gold S36,795,52G     S50,439,.354  $46,146,714 

The  total  coinage  of  the  first  ten  months  of  the 
present  year  has  been  as  follows  : 

GoW $43,456,466 

Silver 6,007,606 

Copper 44,316 


Total $49,608,158 

Ogdensbnrgh,    CiMyton     and    Rom«    Rail- 
road. 

The  contracts  for  grading,  rna-sonry  and  bridg- 
ing of  the  Ogdensburgh,  Clayton  and  Rome  rail- 
road, were  awarded  Oct.  31st,  for  the  whole  line 
of  road  from  Rome  to  Ogdensburg,  except  two 
sections  in  Jeffei-son  county.  The  contracts  are 
with  strong  companies  ;  the  whole  work  is  to  be 
finished  by  the  1st  of  Sept.  1864,  and  the  rails  are 
to  be  laid  between  Rome  and  Lowville,  and  be- 
tween Ogdensburgh  and  Philadelphia,  making 
a  distance  of  about  90  miles,  withio  a  year  from 
this  day.    '. 

Cleveland,    Madlaon    nud    lioatsvllle   Rail- 
road. 

We  learn  that  a  company  has  been  orgiioized 
at  Cleveland  for  the  purpose  of  building  a  railroad 
from  Bellcfontaine,  via.  Troy,  to  Eaton,  to  connect 
with  the  Madison  and  Lake  Erie  road.  Individu- 
al stock  subscriptions  have  been  made  to  the 
amount  of  $500,000,  and  the  people  of  Cleveland 
and  along  the  line  of  the  proposed  road,  stand 
ready  to  increase  these  subscriptions  to  the 
amount  necessary  to  put  ihe  road  through  in  the 
shortest  possible  time. 

8ni>biiry  and  Brie  Railroad. 

The  difHcullies  between  the  Connty  Board  of 
Philadelphia  and  the  above  company  have  result- 
ed in  the  resignation  of  the  presidency  of  the  lat- 
ter by  Cris  ophor  Fallon.  John  Tucker,  of  the 
fteadiog  railroad,  takes  the  post  temporarily. 


Kdlt*rlal   Corrcsp«ua«ne«   of  Ilk*  Railroad 
.      Journal. 

Buffalo,  Oct.  20. 

Our  letter  of  yesterday  was  devoted  chiefly  to  a 
description  of  the  topographical  features  of  the  i 
route  occupied  by  the  New  York  Central  railroad 
and  Erie  canal,  with  a  brief  review  of  the  rapid 
increajje,  and  of  the  present  amount  of  the  move- 
ment both  of  persons  and  property  over  it.  An  ap- 
propriate supplement  will  be  a  short  notice  of  the 
city  of  Buffalo,  which  is  the  key  to  this  route,  and 
the  great  point  of  embarkation  of  this  commerce 
and  travel  between  the  eastern  and  the  western 
states. 

In  our  previous  letter  we  stated  that  the  results 
which  the  Erie  canal  has  achieved,  could  not  have 
been  effected  without  a  remarkable  adaptation  of 
the  roiUe  to  its  object!.  It  Is  not  only  the  best  one 
to  be  found,  from  one  extreme  of  the  union  to  the 
other,  but  is  absolutely  the  best  that  could  be 
formed,  in  having  an  uniform  slope  to  tide  water. 
When  we  gain  the  crest  of  the  ridge  dividing  the 
waters  flowing  into  the  St.  Lawrence  basui,  and 
the  Atlantic,  we  arc  still  one  hundred  feet  below 
Lake  Erie,  and  when  we  reach  Buffalo,  which  is 
situ-ated  at  its  outlet,  we  stand  upon  the  great 
Central  plateau  occupied  by  the  Upper  Lakes. 
These  Kikes,  instead  of  lying  in  a  deep  gorge,  or 
valley,  as  might  have  been  expected  from  genera 
analogy,  are  placed  upon  a  summit  from  which 
the  waters  flow  each  way  into  the  sea. 

The  dividing  ranges  between  the  lakes  and  the 
Ohio  and  Mississippi  rivers,  on  the  south  and  west, 
are  in  some  cases  only  a  few  miles  from  the  former, 
and  in  some  instances  so  low  that  in  seasons  of 
high  water,  boats  pass  from  one  to  the  other.  The 
room  where  I  now  write,  which  is  elevated  about 
fifty  feet  above  lake  Erie,  is  some  thirty  or  forty 
feet  above  tho  highest  ridge  which  separates  the 
Illinois  river  from  lake  Michigan.  It  was  the  ori- 
ginal plan  to  feed  the  Illinois  canal  from  this  lake, 
for  which  a  cutting  of  only  eight  feet  was  required; 
but  as  this  would  have  been  through  solid  rock 
for  some  distance,  it  was  deemed  better  economy 
to  substitute  a  lock,  and  feed  the  level  above  tho 
lake,  from  the  Chicago  river,  without  any  cutting 
whatever.  A  dam  of  only  a  few  feet  high  at  this 
place,  would  tura  the  mighty  torrent  which  is 
rushing  past  towards  the  gulf  of  St.  Lawrence,  in- 
to the  Gulf  of  Mexico !  These  facts  show  how  uni- 
form is  the  elevation  of  the  great  plateau,  and  how 
slight  has  been  the  disturbance,  forages,  of  the  up- 
per crust  of  the  Great  Valley.  As  geologists  tell 
us  that  the  Niagara  river  has  been /arty  thousand 
years  in  cutting  the  channel  it  occupies  fVom  Lake 
Ontario  to  the  falls,  the  balance  of  power  on  this 
continent  must  have  been  much  better  preserved 
thAa  in  Europe,  and  at  vastly  less  expense. 

The  city  of  Builalo  being  upon  tho  same  level 
with  the  great  interior  basin  of  the  country,  and 
being  the  |>oiut  whero  its  immense  commerce  de- 
bouches, if  we  may  use  the  term,  toward  the  sea, 
the  value  of  its  position  will  be  at  once  appreciat- 
ed. The  lakes,  of  themselves  afford  an  unrivalled 
medium  of  internal  commerce.  This  commerce,  be- 
fore the  opening  of  the  canal  had  hardly  an  exist- 
ence, nor  was  Buffalo  anything  more  than  an  in- 
significant village.  In  1820  it  had  a  population  of 
only  2099.  In  1830,  five  years  after  the  opening 
of  the  canal,  its  population  went  up  to  8,668.  In 
1840,  it  numbered  18,213  and  in  1850,  42,216  in- 
habitants.   Recently  the  area  of  the  city  has  been 


enlarged  so  as  to  take  in  neighboring  villages, 
which  WCTe  in  fact  parts  of  the  city,  though  under 
different  organizations ;  and  competent  judges 
place  it«  population  at  the  present  time,  as  high  as 
66,000.  We  presume  that  this  is  not  an  extrava- 
gant estimate.  Its  progress  at  the  present  time, 
is  much  more  rapid  than  at  any  former  period  of 
its  history.  It  is  admirably  built,  and  its  principid 
street  would  do  credit  to  the  city  of  New  York,  to 
which,  in  its  broad  avenues,  its  spacious  and  ele- 
gant structures,  in  the  activity  and  bustle  in  its 
streets  and  upon  its  docks,  it  bears  a  striking  re- 
semblance, i^'  ' 

The  growth  of  its  commerce  has  kept  pace  with, 
its  population.  The  following  statement  will  show 
the  ratio  of  increase  of  some  of  the  principal  arti- 
cles of  export  sent  East,  for  a  period  of  years: — 

1836.        1840.         1846. 

Flour,  bbls 86,233     633,790    717,406 

Wheat,  bushels 96,071     881,192 1,354,990 

Corn,         do 14,679      47,885      33,069 

Butter,  cheese,  lard, 

lbs 1,030,632  3,422,687  6,597,007 

Wool,  lbs... 140,911     107.794  2,957,007 

1850.  1861. 

Flour,  bbls 98*,430        1,106,.S63 

Wheat,  bushels 3,304,647         3,668,006 

Corn,        do 2,608,967         6,789,842 

Butter,  cheese,  lard,  lbs . .  17,534,981  11,102,282 
Wool,  lbs 8,806,817        7,867,907 

The  exports  East  were  through  the  Erie  canal. 
Of  the  three  articles  first  named,  nearly  the  whole 
were  received  from  the  Wcsttrn  states. 

We  have  not  before  us  the  means  of  presenting 
a  comparative  statement  of  the  arrivals  and  clear- 
ances by  the  Lake  for  a  series  of  years.  For  1861 
they  were  as  follows ; 

Arrivals 4,633 

Departures 4,617 

9,060 

TonuJige 1,636,189  ■  . 

Do 1,561,946 

3,087,630 

We  have  not  before  us  the  me.ins  presenting  a 
corresponding  statement  for  1862.  Allowing,  how- 
ever, the  same  ratio  of  increase  for  the  two  j»ast, 
as  for  the  preceding  years,  the  number  of  arrivals 
and  departures  for  1853  will  exceed  10,600,  and 
the  tonnage  4,000,000  ton*. 

For  1851  the  commeroe  of  tho  ports  were  as 
follows : 

Imports 731 ,462  tons,  valued  at..  .$31,889,961 

Exports....  204,536     "         '•         "         44,201,720 

Totals. 936,998        -'^   '  $76,091,671 

The  increase  in  1851  in  the  value  of  the  imports 
and  exi>ort8  over  those  of  1860  was  $9,064,153. 
At  the  same  rate,  the  commerce  of  the  port  for 
the  present  year  will  equal  $90,000,000,  a  value 
which  is  greater  than  that  of  any  city  in  the  Uni- 
ted States,  with  the  exception  of  New  York  and 
New  Orleans,  and  conclusive  evidence  of  the  im- 
mense internal  commerce  of  the  country. 

The  imports  of  Buffalo  are  chiefly  the  products 
of  the  icestern  s'.aic's.  The  elrpnrts  consist  mostly 
of  merchandise  received  by  way  of  the  canal,  and 
forwarded  leest.  This  commerce,  vast  as  it  is,  is 
increasing  with  extraordinary  rapidity.  In  addi- 
tion to  the  produce  of  the  north- we&t,  tho  tobacco 
and  cotton  of  the  southern,  states,  are  already  be- 
ginning to  take  the  route  of  the  Erie  canal  to  mar- 
ket. Upon  the  enlargemeut  of  this  work  we  see 
no  reason  why  it  will  not  command  the  trade  of 
the  Mississippi  Valley  above  the  mouth  of  the 
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Ohio,  and  a  large  amount  below  the  point.  The 
enlarged  canal  will  have  more  than  double  its  pre- 
sent capacity,  and  Avill  be  equal  to  a  moTement  of 
5,824,000  tons,  in  cither  direction,  or  11,648,000 
in  the  whole.  The  tonnage  of  the  boats  will  be 
increased  from  75  to  224  tons,  and  it  is  estimated 
that  26,000  lockages  may  be  made  each  way.  The 
enlargement  will  reduce  the  cost  of  transportation 
to  one  half  the  present  charge,  a  saving  in  which 
the  whole  country  will  participate. 

The  present  growth  of  Buffalo  has  been  chiefly 
due  to  the  Canal.  Although  the  Central  line  of 
railroad  was  completed  January,  1,  1843,  the  im- 
position of  caual  tolls  upon  all  freights  carried  by 
it,  restricted  its  business  of  the  road  almost  en- 
tirely to  passengers.  These  impositions  have  been 
removed  from  all  the  roads  in  the  state,  and  all 
arc  now  active  competitors  of  the  canal,  for  the 
business  of  which  it  formerly  had  an  exclusive 
monopoly.  These  are  so  many  new,  .ind  in  many 
particulars,  much  more  potent  agents  in  their  influ- 
ence in  promoting  the  prosperity  of  a  city  than 
even  such  a  work  as  the  Eric  Canal,  and  the  influ- 
ence in  the  present  case  will  be  seen  in  the  much 
more  rapid  growth  of  Buffivlo,  than  at  any  period 
in  her  previous  history. 

With  the  completion  of  the  Buffalo  and  Brant- 
ford,  the  Buflalo,  Corning  and  New  York  railroad, 
and  the  ro;ul  now  in  progress  to  the  Pennsylvania 
Coal  Fields,  Buflalo,  will  have  all  the  railway 
Hcconjmodations  needed  by  her  people,  or  that 
can  contribute  materially  to  the  progress  and  wel- 
fare of  the  city.  They  will  radiate  in  every  direc- 
tion, and  bring  hor  iuto  connection  with  every  im- 
portant locality  in  the  state  and  in  the  whole  coun- 
try.   These  roads  will  be  the  following  : 

Buflalo  and  Niagara  Falls.  ■, 

Buffalo  and  Lockport., 

New  York  Ccntn-il. 
-...   Buffalo,  Corning  and  New  York. 
^;  y  Buffalo  and  New  York  City. 

Buffalo  and  Alleghany,  (coal  road.)  ;.. 

Buffalo  and  State  Line.  »•      ' 

Buffalo  and  Brantford,  (in  Canada.) 

These  roa  Is  nut  only  give  a  choice  of  routes  to 
New  York,  but  to  Ihc  western  states.  They  will 
give  to  the  city  all  the  trade  to  which  it  is  enti- 
tled, and  will  »t  the  same  time  render  it  a  conve- 
nient point  in  the  great  line  of  travel  between  the 
east  and  west.  .    :  V . .  .  *'  v 

The  most  important  road  entering  Buffalo  from 
the  east  is  the  Central.  Of  those  completed,  the 
next  in  rank  is  the  Slate  Line  road.  The  fro 
roads  in  progress,  the  Buffalo  and  Brantford,  and 
the  Buffalo  and  Alleghany,  may  bo  regarded  as 
indispousablo  to  the  liighest  prosperity  of  the  city. 
The  former  will  give  to  it  the  trade  of  the  Penin- 
sula of  Canada,  ono  of  the  richest  and  most  pro- 
ductive portions  of  this  continent ,  a  trade  which 
bids  fair,  eventually,  to  equal  in  importance  what 
this  city  now  receives  from  the  Suite  of  New  York. 
Roads  running  west  from  Buffalo  are  much  better 
adapted  to  increase  its  trade  than  those  running 
east,  owing  to  the  tendency  of  the  trade  of  the  in- 
terior toward  the  city  of  New  York. 

The  Buffalo  and  Alleghany  roa^l  is  indispensable 
as  a  means  of  ensuring  a  constant  and  steady  sup- 
ply otcoai.  At  the  present  time  the  city  is  supplied 
ft-om  Erie.  The  coal  reaches  the  lake  through  the 
Mahoning  canal.  This  work  being  closed  by  ice 
a  considerable  portion  of  the  year,  inrolveg  the 


neces-sityoflayingin  large  stocks  in  th«  fall,  which, 
with  the  present  circuitous  mode  of  transportation 
adds  largely  to  the  cost  of  this  indispensable  arti- 
cle.    The  Alleghany  road   will   run  direct  to  the 
coal  fields,  which  it  will   reach  in  a  distance  o1 
less  than  one  hundred  miles.     The  bituminous 
coal  of  Northern  Pennsylvania  is  well  known  to  be 
of  the  best  quality ;  and  as  it  is  found  in  the  great 
est  abmidance  above  water  level,  it  is  believed  ii 
can  be  delivered  in  Buflalo,  over  the  proposed  roari 
at  a  cost,  to  the  consumers,  not  exceeding  S2  5C 
per  ton.     At  this  jirice,  the  people  of  Buffalo  ex- 
pect to  render  their  city  the  seat  of  manufacturing 
establishments,  which  shall  in  time  fully  equal  it,« 
com7nercial  interest.^.     We  know  of  no  places  more 
favorably     situated    to    become    manufacturing 
towns  than  the  leading  Lake  cities.     They  can  bt- 
abundantly  supplied  with  coal  at  cheap  rates.    In 
no  part  of  the  world  can  all   the   prime    articles 
of  food  be  supplied  at  a  cheaper  rate,  or  in  groater 
abundance.     The  climate   is  adujirably   adapted 
to  a  high  developcment  of  mental  and   physical 
activity.    The  Lake  constitutes  an  unrivalled  me- 
dium for  the  distiibution  of  fabrics  to  the  consu- 
mer.  TheSaultSte   Marie  canal  will  furnish  abun- 
dant supplies  of  fine  copper,  and  the  best  iron  ores 
in  the  world,  which  can  very   easily  be  brought 
into  contact  with  coal  found   on     the    southern 
shore  of  Lake  Erie.     Upon  the  shores  of  the  great 
lakes  exist  all  the  elements  nece  ssary  to  the  f<jr- 
mation  of  immense  manufacturing  communities, 
and  will  in  time  be  surrounded  by  a  vast  popula- 
tion as  consumers  for  the  former.   As  sites  for  ma- 
nufacturing, none  of  the  Lake  cities  present  suik;- 
rior  advantages  to  Buflalo,  while  its  greater  wealth, 
and  the  more  dense  population  by   which   it  is 
surrounded,  will  enable  it  to  take  the  lead  in 
these  new  branches  of  industry. 

An  abimdant  supply  of  coal  at  Buflalo  at  cheap 
rates  is  a  matter  of  great  importance  to  the  com- 
mercial marine  of  the  lakes,  and  will  render  Buf- 
falo still  more  than  at  the  present  time,  the  con- 
venient point  for  the  debarking  of  western  produce 
designed  for  eastern  markets.  As  the  proportion 
oi  dcncn  to  up  freight*,  is  as  4  tti  1,  most  of  the 
lake  craft  now  return  light  to  the  upper  ports. 
The  construction  of  the  Alleghany  road  would  al- 
ways give  them  a  back  freight,  a  full  load  in  both 
directions.  This  fact,  with  the  cnUir^cd  canal 
must  forever  establish  Buflalo  as  the  great  entrepot 
of  the  commerce  between  the  eastern  and  western 
States. 

Chicago  IjOcomotlTe  'Works. 

We  learn  from  the  Chicago  Press  that  a  meeting 
wa-s  held  recently  at  which  S65,000  was  subscrib- 
ed, .ind  steps  taken  to  perfect  the  org.inization  of 
this  company.  It  is  intended  to  stait  with  S150,- 
000  capital.  -      .   ^ 

Among  the  stockholders  are  Thoj*.  Dyer,  Col.  E. 
D.  Taylor,  Wm.  H.  Brown,  E.  H.  Haddock,  Geo. 
Steele,  B.  W.  Raymond,  I.  II.  Burch,  E.  W.  Wil- 
lard,  A.  G.  Throop,  and  W.  H.  Scovillo,       .. 


IVortliern  Indiana    Railroad  Company. 

At  the  aimual  election  of  Directors  of  this  com- 
pany, held  at  La  Porte  on  the  25th  ult.,  the  follow- 
ing persons  were  elected  Directors :        <  "   '5 

John  B.  Jervis,  George  Bliss,  John  Stryker, 
Edwin  C.  Litchfield,  Charles  Butler,  Hugh  White, 
Ezekicl  Morrison,  Elisha  C.  Litchfield,  James 
jArchibald.  -  -  -  .   - 


Ooug*  of  KAilroada. 

The  railroad  pystera  of  our  country  furnishes 
.ibundant  examples  of  a  want  of  conformation  of 
^auge  to  an  established  standard.  The  question 
)f  the  relative  su|Kjriority  of  the  gauges  already 
laid  down  is  not,  however,  closed  from  discussion. 
The  common  gauge  of  4  feet,  8j  inches,  being 
largely  adopted  and  being  stili  the  standard  of 
oearly  all  of  the  older  roads,  it  is  to  be  snppoted 
that  good  reasons  should  exist  for  any  change. 
reasons  which  must  be  based  upon  the  mechanical 
and  practic;il  superiority  of  the  standard  proposed 
for  adoption,  and  in  no  case  for  the  purposes  of 
ib%(rncii<m  or  compel  it  ion. 

The  advantages  of  continuous  connections  are 
sufficiently  known  so  as  not  to  require  elaboration 
in  this  place.  8ince  it  has  l>een  determined  to 
bridge  the  Mississippi  at  Rock  Island,  there  is  prob- 
ably no  road  in  America  that  would  not  be  bene- 
titted  by  a  conformation  to  a  standard  gauge.  It 
is  not  urged  that  the  great  advantage  of  uniformi- 
ty of  gauge  consists  in  the  f;icilities  for  d<nng  a 
through  business  without  breaking  bulk,  for  the 
local  trade,  which  is  indoj>endent  of  local  divisions 
of  a  railioad  system,  is  embarr;is.sed  as  much  in 
passing  a  break  of  gauge  as  if  the  source  and  des- 
tination were  hundreds  of  miles  apart ;  while  the 
relative  disadvantage  is  incrca-sed  in  inverse  pro- 
portion to  the  dibtancc  for  vhich  tlie  muvcmeut  i* 
made.  r^    "■'■■_  -'_.."  ;;         <■    •  - 

The  objectionH  ai;ainst  exchanging  cars  with 
distant  roads  do  not  have  the  same  force  in  doing 
a  business  with  adjoiuivj:  roads,  as  in  the  latter 
case  the  empty  cars  c.iii  be  at  once  retunied  to 
the  owners  without  passing  threugh  third  hands. 
If  the  l)cst  gauge  be  adoi)tcd,  which  would  secure 
uniformity,  it  would  not  then  be  imperative  that 
exchanges  of  efiuipment  should  be  made  if  it  was 
found  that  countervailing  disadvantages  existed 
in  such  a  practice. 

The"  changes  made  from  the  common  or  original 
gauge  have  always  consisted  in  an  incrmfr  of  its 
width.  The  best  gauge,  without  reference  to  any 
of  those  already  in  cxistance,  cannot  be  determin- 
ed except  by  a  long  course  of  experiment,  but 
among  those  l»efore  us,  experience,  we  believe, 
has  indicated  the  most  economical. 

The  arrangement  of  machinery  of  tliekieof&o- 
tive  has  always  been  a  favorite  point  for  Um  advo- 
cates of  a  change  of  gauge,  as  it  was  prcmtsted  that 
the  prevalent  gauge  was  not  sufficient  for  devel- 
oping the  capacity  of  the  engine.  The  experi- 
ence of  the  present  day  ha3,  however,  adapted  the 
engine  to  the  narrowest  trauge,  and  with  a  capaci- 
ty not  contemplated  by  any  railroad  m^-n  at  the 
time  this  objection  m.xs  originally  uree<l.  This  has 
been  attended  with  the  greatest  superiority  of  con- 
struction and  perfection  of  action  over  the  engines 
of  former  times ;  indeed,  so  perfect  is  the  adapta- 
tion of  the  engine  that  it  is  <nie6ti«»nable  if  an  exten- 
sive change  of  gauge  does  not  impair  the  va1a«  of 
its  proportions  and  arrangemenus.  We  beliovc  it 
does,  and  shall  give  our  rea."*i»ns  in  due  course. 

Thowing  the  question  of  gauge  back  on  to  ita 
own  merits,  independent  at  least  of  the  locomo- 
tive, (making  that  a  separate  consideration,)  w« 
have  the  illustr.itions  for  our  argument  in  the  ex- 
tremes of  the  common  and  the  New  York  and 
Erie  gauges. 

The  least  limit  of  the  width  of  gauge  is  that 
which  will  afford   the  necessaty  capacity  and   io- 
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8ur6  the  necessary  steadiuess  of  the  carriages  to 
be  used.  The  most  adranta^oas  application  of 
the  power  of  draught  is  that  where  the  load  tends 
to  move  in  the  direction  in  which  the  power  is  ap- 
plied. The  position  of  the  wheels,  or  in  common 
phrase  the  "  tracking  of  the  wheels"  determines  the 
direction  in  which  the  load  tends  to  move.  This 
direction  may  not  be  essentially  the  same  as  that 
in  which  the  power  is  applied,  in  which  case  the 
flanges  of  the  wheels  are  forced  against  the  rails 
and  produce  much  friction,  or  "  binding."  With 
the  truck  frame,  in  almost  universal  use  in  Amer- 
ica, the  center  pin  becomes  a  fulcrum  upon  which 
the  wheels  turn  and  adjust  themselves  to  the 
track  and  to  the  direction  of  the  draught.  The 
distance  of  the  wheels  from  this  fulcrum  is  the 
amouat  of  leverage  which  a  resistance  on  one  rail 
has  to  change  the  position  or  "  tracking"  of  the 
wheels,  and  to  give  the  car  a  tendency  to  move  in 
a  direction  out  of  the  line  of  traction.  The  truck, 
moreover,  cannet  turn  beneath  the  car  except  by 
•'tpping  the  wheels  on  one  or  the  other  side,  and 
the  wider  ihe  truck  the  greater  is  the  amount  of 
aMp  and  friction  in  obtaining  the  same  angular 
change  of  position. 

These  considerations  atfoct  the  subject  of  the 
relative  resistances  of  the  gauges  and  will  be  more 
fully  considered  hereafter. 

An  important,  and  with  some  a  primary  ques- 
tion in  this  discusHton  is  the  relative  capacity  of 
the  gauges.  The  same  load  can  be  carried  upon 
any  gauge  by  varj-ing  the  relation  of  the  length, 
width,  and  depth  of  the  train.  To  reduce  the 
length  of  a  train  of  given  weight  the  width  must 
bo  increased ;  the  friction,  dei>endent  upon  the 
loei-ght,  is  not  les.sened,  the  resi^tance8  from  con- 
cH.ssions,  etc.,  will  be  diminished  by  diminishing 
the  number  of  wheels,  but  incre<ised  by  iucreasiog 
the  distance  between  the  rails  for  the  rca.sons  al- 
ready given.  The  atmasi)heric  resistance,  upon 
any  assumption,  cannot  be  diminished,  as  while 
the  weight  and  bulk  are  unchanged  the /roa/a^c  is 
increased. 

There  is  one  important  consideration  in  any  at- 
tempt to  increase  the  capacity  of  a  train  by  adding 
to  its  width  and  to  that  of  the  trsick  on  which  it  is 
carried.  The  influence  of  heavy  loads  on  ordina- 
ry rails  has  been  found  to  be  a  practical  limit  to 
the  increase  of  weight.  Now,  to  concentrate  the 
bulk  of  a  train  by  increasing  its  width,  involves 
concentrcUion  of  weight.  As  the  train  is  widened 
no  more  wheels  are  added  and  the  weight  is  con- 
centrated, involving  increased  wear  and  deflection 
of  rails,  and  of  the  road  bed.  .■ 

It  will  not,  however,  require  any  especial  dem- 
onstration to  show  that  the  circumstances  of  rail- 
road caniajo  have  not  yet  made  the  rapacity  of 
the  rood  an  obvious  and  necessary  consideration, 
»nd  we  may  a.x^ume  that  so  far  as  moving  freight 
or  extremely  heavy  passenger  trains  is  concerned 
the  capacity  of  the  locomotive  is  the  capacity  of 
the  road,  liy  tho  capacity  of  the  locomotive  we 
do  not  mean  its  si::e  but  its  Itiad,  a  distinction 
which,  while  it  may  not  appear  to  be  founded  on  a 
diflbrencc  is,  nevertheless,  authorized  by  abundant 
evidence  that  engines  of  the  s  »me  size,  on  differ- 
ent gauges,  do  not  have  the  same  useful  effect. 

The  advantages  claimed  for  the  broad  gauge 
have  been  stated  in  previous  articles  in  the  Journal, 
bttt  may  again  be  enumerated  to  direct  attention 
ttort  doArly  to  both  6ide«  of  the  question. 


1.  The  track  being  wider  a  depression  of  cither 
rail  produces  less  transverse  inclination  and  pro- 
serves  more  nearly  the  equal  distribution  of  weight 
on  all  of  the  wheels. 

2.  The  center  of  gravity  is  relatively  lowered, 
whereby  the  cars  run  steadier  and  are  less  likely 
to  leave  the  rails. 

3.  With  an  equal  relative  height  of  center  of 
gravity  the  wheels  may  be  enlarged,  whereby  the 
axle  friction  is  reduced. 

4.  Having  the  same  steadiness  the  cars  may  be 
increased  in  width,  giving  better  stowage  of  freight 
and  more  comfortable  accommodations  for  pjissen- 
gers. 

These  are  the  sum  of  the  advantages  claimed  for 
the  cars  far  the  broad  gauge.  They  consist  simi)ly 
in  less  friction  and  superior  accommodations,  or, 
with  tho  same  friction  and  equal  accommodations, 
more  safety  and  steadiness,  and  more  equal  bear- 
ing on  the  rail.s.  In  either  case  Some  of  these  ad- 
vantages are  had  at  the  sacrifice  of  sonjo   others. 

Opposed  to  these  assumed  advantages,  or  as 
rendering  them  incapabli;  of  attainment,  are 

1.  Increased  resistance  of  a  load  supported  on 
wheels  at  a  wide  distance  apart,  and  due  to  the 
greater  leverage  of  the  wheels  and  axles  to  change 
their  position  under  the  car,  and  to  acquire  a  ten- 
dency to  run  out  of  the  line  of  traction.  This  re- 
sistance is  encountered  at  every  inequality  in  the 
resistances  on  both  rails,  either  from  obstructions 
on  the  rail,  from  unequal  loading  of  tho  car,  or 
from  curves.  Tlic  resistance  is  increasee  also  by 
the  greater  intermediate  distance  at  which  the 
car  is  supported  on  the  trucks,  whereby  themovc- 
luents  of  the  truck  produce  greater  friction  against 
the  car,  as  the  surfaces  must  move  farther  to  pro- 
duce the  same  angular  movement  of  the  truck. 
Increasing  the  length  of  a.\les  and  dist.ance  be- 
tween wheels  tends  to  produce  the  increased  re- 
sistance of  drawing  a  load  sideways  instead  ol 
endways.  In  this  respect  a  railroad  with  a  single 
rail,  if  it  could  afford  the  necessary  capacity  and 
steadiness  to  the  cars,  would  be  mechanically  su- 
perior to  any  system  of  double  or  threble  rails,  ex- 
cept that  it  would  involve  concentration  of  weight 
of  which  we  shall  speak  hereafter.  The  friction 
of  the  journals  is  also  increased  in  proportion  as 
they  are  separated  for  the  same  reason  already 
given  that  any  force  which  operates  to  retard 
either  wheel  has  a  greater  leverage,  and  there- 
fore increases  the  side  thrust  against  the  bear- 
ing. 

The  resistances  from  "concussions"  at  high 
speeds  are  known  to  exceed  those  of  friction  and 
of  the  atmosphere.  By  concussions  are  under- 
stood all  Ibrces  (except  those  from  the  atmosphere 
and  gravity)  which  arc  exerted  against  the  motion 
of  the  car  in  a  longitudinal  or  transverse  direction, 
the  axle  friction  being  due  to  vertical  force.  Con- 
cussions at  joints,  dragging  of  wheels,  binding  of 
flanges,  etc.,  are  all  included  in  the  general  term 
"  concussions,"  and  it  is  to  their  resistance  that 
we  must  charge  the  extreme  consumption  of  pow- 
er at  high  velocities.  And  as  these  resistances  are 
indis^-utably  increased  by  increasing  the  leverage 
of  their  force,  an  increase  of  width  between  the 
rails  is  equivalent  to  an  increase  of  resistance. 

2.  Concontratiou  of  weight  is  the  second  objec- 
tion. There  is  great  temptation  to  this  evil,  in  the 
use  of  the  wide  gauge.  In  fact,  the  extra  strength 
of  Axles  due  both  to  wider  gauje  and  larger  wheels, 


extra  weight  of  car  bodies,  etc.,  almost  necessarily 
involves  concentration  of  weight.  The  result  is 
known  to  be  crnshiog  or  deflection  of  the  rails,  ei- 
ther of  which  is  attended  with  a  large  expense  for 
maintenance  of  track.  Where  deflection  occurs, 
more  power  is  required,  the  shocks  from  the  load 
are  increased  and  tend  in  a  greater  degree  to  des- 
troy the  road  and  the  carriage ;  while  the  road- 
bed yields  at  successive  points,  eventnally  loosen- 
ing and  unsettling  its  foundations.  Our  own  broad 
gauge  roads  have  the  heaviest  equipments  in  the 
world. 

8.  The  resistances  are  much  greater  on  curves, 
and  cannot  be  avoided  by  any  limit  of  theradint  of 
curvature.  The  diSerence  in  the  lengths  of  outer 
and  inner  rails  is  always  proportional,  on  any  curve, 
to  the  difference  of  gauge. 

4.  By  enlarging  the  wheels  the  leverage  of  the 
strain  on  the  axle  is  increased  whenever  a  carve 
is  met.  Besides,  cast  wheels  of  large  diameter  are 
more  difficult  of  manufacture  and  are  not  a$  relia- 
ble. Besides  also,  of  the  weight  of  the  wheels,  (gen- 
erally one  fourth  of  the  whole  car,)  is  increased 
by  an  increase  of  size,  in  a  greater  proportion  than 
in  the  advantages  of  reducing  the  friction. 
One  wheel  (of  the  plate  form,  which  is  the  best  for 
many  strong  reasons,)  being  of  twice  the  diame- 
ter of  another,  and  consequently  having  twico  the 
leverjige  to  overcome  friction,  has  four  times  the 
weight.   ,    .'■ 

It  is  in  the  increased  resistances  and  in  the  con- 
centration of  weight  involved  in  the  broad  gauge 
that  it  is  mechaDically  inferior  to  the  narrow 
gauge.  Its  advantages  are  neutralized  in  these 
circumstances.  The  lessened  friction  due  to  lar- 
ger wheels  is  more  than  made  up  on  ordinary 
curves  and  in  the  greater  weight  carried,  as  the 
car  frames  and  axles  are  heavier,  to  j)0S3ess  the 
sanm  strength  as  on  a  narrow  road. 

Superior  accommodations  for  passengers  involve 
also  increased  weight,  and  can  be  had  on  any  road 
by  incrciising  the  proportion  of  dead  weight  to 
live  weight.  The  extreme  wide  cars  are  not  wide 
enough  for  any  more  than  the  usual  number  of 
passengers  in  narrow  cars,  and  are  yet  wider  than 
is  necessary  for  the  same  number.  All  of  their  ex- 
tra width  and  extra  weight  is  mechanically  wast- 
ed. The  standard  width  of  freight  car  affords  all 
needed  room  for  the  stowage  of  any  freight,  as  for 
instance  the  Erie  road  has  nearly  2500  cars  of  the 
same  width  as  for  a  narrow  gauge. 

The  broad  gauge  engine  is  the  next  considera- 
tion in  the  discussion.  The  disadvantages  of 
draught  are  such  th.%t  we  find  the  six  feet  track 
using  engines  of  from  28  to  33  tons,  for  the  same 
work  as  is  done  on  the  four  feet  eight  and  a  half 
inch  track  with  from  twenty-one  to  twenty-fotir 
tons,  a  difference  of  weight  alone  of  33  per  cent ! 
The  use  of  the  6  ft.  gauge  has  shown  its  resistance 
as  compared  with  the  common  track,  as  the  pro- 
portion between  an  engine  with  17  inch  pistors, 
and^one  with  15  inches !  .an  increase  of  surface  of 
over  28  per  cent. 

This  gauge,  of  six  feet  even,  (the  ultimatum  of 
the  broad  gauge  is  7  feet,)  gives  more  room  than 
is  necessary  for  the  .arrangement  of  the  machinery 
while  its  extreme  width  has  induced  a  preference 
for  the  inside  connected  engine,  of  which  we  have 
spoken  at  length  in  a  previous  number  of  the  Jour- 
nal. The  crank  engine  is  therefore  adopted  with 
all  its  faalts,  on  account  of  the  unfortuaato  width 
of  track. 
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While  the  inside  connected  engine  is  retained  as 
a  necessaiy  attribute  of  the  wide  gauge,  the  nar- 
row gauge  has  the  advantage  of  allowing  a  larger 
sire  of  driving  wheel.  The  relative  center  of  grav- 
ity is  no  higher  in  the  outside  connectioa  of  the 
narrow  gauge  than  the  inside  connection,  with 
same  sized  wheel  on  the  wide  gauge.  The  height 
of  the  center  of  gravity  of  engine  is  not  perhaps, 
however,  an  essential  point  with  those  who  advo- 
cate a  broad  gauge,  as  they  generally  prefer  that 
arrangement  of  engiue  which  involves  the  highest 
boiler.  ';■';;:•"■ '  ' 

So  far  we  have  placed  the  discussion  on  its  own 
merits,  without  depending,  to  any  great  extent, 
upon  illustrations  of  our  conclusions.  But  the 
Erie  road  furnishes  these  in  abundant  instances.  It 
is  to  be  regretted  that  the  claims  made  in  favor  of 
the  gauge  of  this  road  should  have  never  been  re- 
alized.   Let  us  see: 

1.  Equal  bearing  of  weight  on  wheels.  Neutral- 
ized from  the  ordinary  weight  exceeding  the  viax- 
imum  on  the  narrow  gauge,  the  ErU  having  the 
heaviest  equipment  in  the  country. 

2.  Larger  wheels  conld  be  used.  The  Erie  use 
33  inches  for  all  cars ;  other  roads  use  36  inches 
for  passenger  cars  and  30  for  freight. 

3.  Greater  width  of  freight  cars.  Result:  have  "been 
kept  of  the  same  width  as  on  other  roads. 

4.  From  above,  same  load  in  less  length  of  train. 
Lost  from  the  reason  given  in  No.  3.  Would  in- 
volve, besides,  concentration  of  weight. 

5.  More  comfortable  passenger  cars.  Result: — 
the  Michigan  Central,  (narrow  gauge)  have  cars 
afibrding  equal  accommodations,  safer,  and  having 
less  dead  weight. 

6.  Betterarrangement  of  engine.  Result:  more 
room  for  "arrangement"'  than  is  wanted  and  the 
adoption  of  the  crank  engine  with  all  its  obvious 
and  demonstrable  imperfections. 

7.  Could  get  the  same  heating  surface  with 
shorter  tubes.  Result :  the  Erie  road  has  the  larg- 
est proportion  of  long  tubed  engines  of  any  road  in 
the  country  excepting  the  Baltimore  and  Ohio, 
which  has  far  heavier  grades. 

8.  Larger  drivers.  Result :  only  two  engines  on 
the  road  having  drivers  above  the  usual  or  stand- 
ard size  of  six  feet.  Those  two  not  used  except 
for  gravel  and  wood  trains. 

9.  Larger  engines  working  more  economically. 
Result:  the  engines  are  neosssarily  larger  (33  per 
cent  heavier)  to  do  the  same  work,  and  are  work- 
ing at  a  disadvantage  as  ia  shown  bj  their  con- 
tracted blast  pipes.  ' ■  -  * . '  .  ' 

Altogether,  apart  from  the  intrinsic  merits  of 
this  gauge,  it  requires  more  land,  wider  cuts,  em- 
bankments, viaducts  and  bridges,  and  ought  to  be 
laid  with  a  much  heavier  and  more  expensive 
rail.  It  is  a  costly  gauge,  and  requires  a  costly 
equipment. 

As  no  reasonable  claims  can  be  urged  for  a 
gauge  intervening  between  a  four  foot  eight  and  a 
half  inch  and  a  6  feet  gauge,  all  such  gauges  can  be 
regarded  only  as  obstructions.  They  have  produced 
one  good  however  at  the  west,  in  encouraging  the 
manufacture  of  cars  upon  the  spot,  and  the  manu-  j 
facture  of  engines  ought  to  and  will  soon  follow. 

The  capacity  even  of  the  narrov:  gauge  is  beyond 
the  demands  of  transportation,  either  in  speed  or 
capacity  of  trains.  Its  engines  can  be  and  have 
been  uranged  with  20  inch  cylinders  by  22  inch 
Rtroke,  on  the  Bait,  dt  Ohio  road ;  8 feet  driver*  op 


the  Camden  and  Amboy  in  America  and  on  the 
London  and  North  Western  road  in  England ;  with 
two  thousand  two  hundred  feet  of  heating  surface 
on  the  London  and  Northwestern  road,  and  with  a 
weight,  on  the  same  line,  of  37  tons.  Such  ex- 
tremes as  these  are  perfectly  almissable  within 
the  capacity  of  the  narrow  gauge,  but  are  entirely 
beyond  the  wants  of  any  legitimate  transporta- 
tion. 

The  present  character  of  rails  and  construction 
<)f  our  roads  limits  the  proi>cr  cap.icity  of  the  lo- 
comotive to  its  distribution  of  veigkl.  There  are 
good  reasons  for  believing  that  the  locomotive  is 
now  developed.  There  is  au  analogy  in  all  condi- 
tions of  progress.  There  is  a  measure  of  means  and 
of  results.  The  railway  has  been  wonderfully  in- 
creased in  capacity  since  1830.  But  must  this  al- 
ways continue  to  be  the  case  1  Must  the  child  for- 
ever grow  1  Does  not  the  developement  of  a  creat- 
ed work  attain  in  time  to  its  greatest  useful  e£B- 
ciency,  and  has  not  the  railway  reached  that  point 
under  the  present  princii)le8  of  its  construction  1— 
We  believe  so. 

Let  us  not  forget  the  principles.  Our  loads  must 
be  arranged  iu  the  direction  in  which  they  are 
drawn ;  this  is  the  principle  of  adjustment  giving 
the  least  resistance;  giving  the  greatest  eflSciency 
to  our  motive  power.  The  train  is  flexible  and  ea- 
sily admits  of  taking  any  length.  Again,  power  in 
the  locomotive  brings  weight,  and  this  involves 
destruction  of  our  road.  When  our  motive  ower 
weighs  all  the  road  can  bear,  it  must  not  be  in- 
creased by  widening  that  road  and  applying  the 
additional  power  necessary  to  operate  it.      Z.  C. 

Central  Hailroad  of  Georgia. 

William  M.  Wadley,  Esq.,  the  Superintendent  o( 
this  road,  has  adopted  the  plan  of  making  a 
monthly  abstract  of  his  pay  rolls  for  transmission 
to  the  officers  of  other  roads,  whereby  railroad 
companies  may  be  enabled  to  make  general  com- 
parisons o(  the  extent  and  compensation  of  the 
operating  and  repair  force  for  any  definite  amount 
of  business.  We  believe  the  comparison  of  such 
statements,  with  the  information  such  as  accom- 
panies the  one  by  Mr.  Wadley,  would  operate  as  a 
more  direct  test  of  the  economy  of  working  our 
roads  than  the  publication  of  any  other  kind  of 
information.  Mr.  Wadley  has  famished  us  with  an 
abstract  of  this  kind,  made  up  from  the  pay  rolls 
of  the  Georgia  Central  road,  for  September,  1853. 

From  this  we  learn  that  the  total  number  of 
employees  of  the  company  is  927,  equalling  3,6-10 
per  mile  for  257  miles  of  road  and  branches.  Of 
this  number  there  are  20  officers,  44  m>-ichinists, 
82  blacksmiths,  29  engine  men,  78  firemen,  85 
carpenters,  26  masons,  38  warehouse  men,  29  cot- 
ton yard  men,  17  watchmen,  20  conductors,  67 
train  hands,  361  laborers,  21  station  agento  at 
way  stations  and  4  supervisors  and  56  overseers  on 
road  repairs. 

Of  the  machinists,  eighteen  receive  $1  per  day, 
eleven  S2  26  per  day,  m.ister  machinists  SlOO,  and 
8150  per  month  respectively,  while  the  remainder 
are  employed  at  prices  varying  from  $1  25  to  82  50 
per  day.  :''■}'-'  -~''V-'- \\-.    ';- 

Of  blacksmiths,  seven  receive  82  per  day,  eight 
receive  81  12>^,  while  the  othei«  have  from  76 
cents  to  83  daily.  '? .  .'■■  -'V^ 

Of  engineers,  three  receive  860  per  month,  ten, 
885,  and  five,  890  per  month.  The  others  receive 
Q-Qm  $40  to  $75  moQtbl/. 


The  larger  number  of  firemen  receive  81  per  day 
each. 

Of  conductors,  four  receive  810  per  month, 
five,  850  and  six  860  per  month ;  the  others  at 
intermediate  prices. 

The  train  hands  are  paid  mostly  81  per  day. 

Cotton  ViU-d  and  warehouse  men  simI  watchmen 
receive  generally  81  l>er  day. 

Of  laborers  the  larger  number  (slaves)  are  paid 
812  60  per  month. 

The  total  amount  of  pay  roll  is  821,378  37. 

The  following  information  relative  to  the  char- 
acter and  business  of  the  Georgia  central  road  will 
facilitiite  comparisons  of  these  stalemeutfi  with 
those  of  other  roads.  '   '    :  >. 

Length  of  road,  Savaimah  to  Macon,.  .191  miles. 
Augusta  and  Waynesborough  branch.. .   27      " 
Milledgeville  and  Eatonton  branch 39      " 


257  miles. 


Total  miles  of  road  and  branches . 

A  day  and  night  p.-issenger  train  is 
run  daily  from  Savannah  to  Macon, 
which,  for  September,  gives  as 
miles  run 19,100      " 

57  fVeight  trains  left  Savanoah  in 

Sept 16,802     " 

Mileage  of  Augusta  and  Wavnesboro' 
branch " 1,674      " 

Mileage  of  Milledgeville  and  Eaton- 
ton  branch 2,418      " 

Lumber  train  running  for  repairs 1 ,966      " 

Gravel  train 694      " 

Five  irregular  trauis  left  Savannali . .   1,910      " 


Total  mileage  for  September,  1863.43,164  miles. 

Earnings  for  September,  1853. 

Passage  and  mails,  main  Stem 814,706  04 

Freight  do.  58,060  36 

Passage  and  mails,  A.  &  W.  R.  R 594  23 

Freight  do.  354  29 

Passage  and  mails,  M.  &  £.  R,  R 945  86 

Freight  do.  1,220  66 

;  876,881  43 


Total  amount  of  pay  roll 821,378  37 

Amount  of  do.  chargeable 
to  new  depot  at  Savan- 
nah  81,770  37  ^ 

Amount  of  do.  chargeable 
to  new  cars  built  over 
depreciation  of  old  stock      463  32 

Amount  of  do.  charge.ibl« 
to  construction  above 
original  state  of  road. . .    1 .067  31 

ToUl  chargeable  to  capital 3,291  00 

Am't  legitimately  chargeable    to   ex- 
penses   818,067  37 

Equalling  24  per  cent,  of  total  eamiag8. 


Alcxamdrla,  Liead«aa  m.mti  ilamp«klr«  R.  R. 

The  construction  of  this  road,  which  is  to  con- 
nect the  coiU  fields  of  Alleghany  with  tide  water  at 
Alexandria,  cannot  but  be  of  the  deepest  interest 
to  all  the  citizens  in  this  region.  The  question 
heretofore  has  been  as  to  the  practicability  of  con- 
structing a  road  acroe^  the  Blue  Ridge,  east  of  th* 
Shenandoah,  and  the  mountains  of  Hampshire 
county.  We  regard  this  matter  as  at  least  aj>- 
proximately  settled  by  the  recent  report  of  Charles 
P.  Manning,  Esq.,  the  Chief  Engineer  of  the  com- 
pany, to  the  Stockholders. 

Mr.  Manning  has,  for  some  time  past,  had  five 
corps  of  engineers  in  the  field,  consisting  of  ten 
persons  each,  engaged  in  making  surveys  at  dif- 
ferent points  along  the  line  between  Alexandria 
and  Paddytown.  In  regard  to  that  part  of  the 
route  between  Alexandria  and  the  Shenandoah 
river,  he  presents  the  following  as  the  results  of 
the  surveys  as  far  as  they  have  been  completed. 
There  are  two  practicable  routes,  one  throug^h 
Keyes'  Gap  and  the  other  through  Snicker's  Gap. 
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within  the  limits  of  the  followino;  frrades,  viz  :  for 
grades  ascending  westward  79  2-10  feet  per  mile, 
grades  ascending  eastward  68  8-10  feet  i)cr  mile, 
with  curves  of  1000  feet  radius.  On  either  of 
these  lined  a  first  clas.s  railroad  can  be  constructed 
for  two  tracks,  and  provided  with  one,  for  a  sum 
not  exceeding  an  average  of  $30,000  per  mile,  in- 
c'ading  tunnels.  This  would  make  the  cost  of  the 
road  fioni  Aloxandiia  to  tho  Sheuandoah  river,  by 
the  Keyes'  Gap  route,  (^a  distance  of  65  miles,") 
$1,800,000. 

As  to  the  surveys  west  of  the  Shenandoah,  Mr. 
Manning  says  they  liave  verified  his  expectations 
and  confirmed  his  belief  that  a  route  can  be  ob- 
tained across  the  country  to  Paildylowu,  witliout 
exceeding  the  limits  of  gratle  and  curvature  as- 
sumed for  the  eastern  end,  at  an  average  cost  of 
S60,000  per  mile.  The  total  distance  from  the 
Shenandoah  to  Paddytown  is  approximately  esti- 
mated to  be  fromJ'JT  to  103  miles,  which  excess  in 
length  over  a  measured  air  line  is  deemed  neces- 
sary to  the  acquirement  of  the  proposed  grades. 
Assuming  the  distance  to  be  100  miles,  the  cost  of 
the  weBteru  end  of  the  road  would  be  $5,000,000. 
Thus  it  appears  that  the  entire  c<jet  of  the  road 
frotla  Alexandria  to  Paddytown  will  Ikj  near  $7,- 
000,000. 

Mr.  Manning  expects  to  be  able  in  the  montli  of 
January  to  make  a  report  or  facts  sutticieutly 
minute  to  develop  all  the  merits  and  decide  the 
great  question  of  literal  cost  of  construction. 

Now  that  it  is  pretty  conclusively  demonstrated 
that  a  practicable  route  can  be  obtained  for  this 
^reat  work,  we  hope  to  see  it  pushed  forward  with 
vigor.  The  advantages  of  its  construction  are  too 
manifest  to  need  any  mention  at  our  hand. — Cujn 
erland  Miner's  Journal. 
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THE   EFFECT     OP    SPECIAL     ACJREEMENTS    WITH    CAR- 
RIERS. 

The  fifih  volume  of  Saudford's  Reports  of  the  Su- 
perior Court  of  the  State  of  New  York  contains  the 
notable  case  oi Stoddard  and  Lnvering  against  the 
lA>ng  Island  Railroad  Company, — a  case  which 
shows  strongly  the  influence  exerted  in  respect  to 
commercial  questions,  by  the  Natioual  over  the 
local  courts. 

The  action  was  brought  against  the  defendants 
as  owners  of  the  steamboat  New  Haven  to  recover 
damages  for  four  cases  of  silk  belonging  to  plain- 
tiflfs,  which  in  January  1846  were  at  New  York  de- 
livered on  board  of  the  said  steamer,  to  be  trans- 
ported to  Allyn's  Point,  and  thence  by  railroad 
to  Baston.  The  goods  had  been  delivered  for  such 
transportation  to  Adams  and  Co.,  the  common  car- 
riers at  their  office  in  New  York.  Shippers  and 
consignees  pay  Adams  and  Co.,  freight  for  the 
whole  route.  On  this  occasion,  they  placed  the 
goods  on  board  of  the  New  Haven,  but  they  deliv- 
ered the  same  to  an  agent  of  their  own  who  took 
charge  of  tho  goods,  and  packed  them  in  a  crate 
ftirnished  for  the  purpose.  On  the  arrival  of  the 
boat  at  Allyn's  Point,  the  crate  containing  the 
goods,  from  the  groes  negligence  of  the  hands  of 
the  boat,  fell  over-board,  and  consequently  the 
silks  sold  for  $1257  less  than  they  otherwise  would 
have  done. 

The  defendants  admitted  themselves  to  be  own- 
ers of  the  New  Haven,  which  they  had  purchased 
from  Cornelius  Vanderbilt.  It  Wiis  proved  that 
there  was  a  special  agi*eement  between  Vanderbilt 
when  owner  and  Adams  and  Co.,  which  agreement 
was  by  mutual  consent  renewed  and  adopted  by 
defendants  upon  their  becomiog  owners  of  the 
boat.  By  this  agreement,  Vanderbilt  was  bound 
to  transport  on  the  Norwich  line  of  steamers,  to 
which  the  New  Haven  belonged,  on  each  passage 
];>etween  New  York  aod.  Norwich,  oae  m^suenger 


and  two  crates  of  specified  size.  Adams  &  Co. 
agreed  io  be  alone  responsible  for  any  losses  or  dam- 
age to  merckundise,  etc.,  transported  as  aforesaid, 
and  to  advertise  proper  notices  accordingly. 

From  the  evidence  produced  upon  the  trial,  it 
was  quite  doubtful  whether  the  bands  who  occa- 
sioned the  loss  were  acting  of  their  own  accord,  or 
whether  they  acted  under  the  direction  of  Gould, 
the  agent  of  Adams  &  Co. 

Judge  Sandford  charged  the  jury  substantially — 

That  if  defendants  were  common  carriers  of  the 
goods  in  ({uestion,  they  arc  liable  for  the  loss  sus- 
tained, although  it  happened  on  an  extra  trip,  and 
whether  or  not  they  are  such  common  carriers  de- 
pended upon  the  question  whether  the  goods  were 
in  their  keeping  at  the  time  of  the  loss. 

If  Adams  &  Co.  were  defendant's  agents,  or  if 
defendant  had  authorised  plaintiffs  to  believe  them 
to  be  such  agents,  the  jury  would  be  warranted  in 
finding  that  tho  goods  were  in  defendant's  keeping 
as  common  carriers,  and  that  they  were  liable  for 
the  damage  sustained. 

On  the  other  hand  if  plaintills  dealt  with  Adams 
&<  Co.,  as  princii>al8,  the  defendants  are  not  liable 
as  common  carriers,  but  Adams  &  Co.,  are  alone 
rt>8i>0DsibIc. 

But  it  is  contended  that  defendants  are  not  mere- 
ly liable  as  common  carriers,  but  also  upon  the 
tlistiiict  grouud  of  bavins  been  guilty  of  gross  neg- 
ligence. 

To  determine  this,  the  jury  will  inquire  whether 
the  hands  in  running  the  crate  ashore  acted  of 
their  own  accord,  or  whether  they  acted  under  the 
direction  of  Oonid,  the  agent  of  Adams  &  Co.  If 
Gould  assumed  to  direct  the  operation,  the  defend- 
ants are  not  liable  on  this  ground  of  negligence. 
But  if  the  crew  acted  without  reference  to  Gould's 
wishes,  the  defendants  are  liable,  and  this  is 
so,  although  the  Captain  and  First  Mate  had  giv- 
en them  orders  to  the  contrary. 

The  jury  found  for  defendants.  A  motion  was 
made  for  a  new  tri.il  and  denied,  mainly  upon  the 
following  grounds,  on  which  was  founded  the  opin- 
ion of  Judge  Duer. 

Ist.  The  liability  of  defendants  as  common  car- 
riers, was  restricte<l  by  the  terms  of  the  special 
agreement  between  them  and  Adams  &  Co., — and 
this  restriction  is  Viilid  in  law,  as  was  held  in  Harn- 
den,  vs.  the  Now  Jersey  Steam  Nav.  Co.  6  How- 
ards Reports  of  the  Supreme  Court,  344.  This 
being  a  commercial  question  the  authority  of  the 
National  Court  is  paramount. 

2.  But,  notwithstanding  the  agreement  between 
defendants  and  Adams  and  Co.,  the  defendants  re- 
mained liable  for  the  wrongful  acts  or  gross  negli- 
gence of  themselves  or  their  servants,  if  any  such 
acts  there  were.  The  plaintifi^s  claiming  through 
Adams  &  Co.,  and  being  bound  by  their  agree- 
ment the  plaiutifiT's  rights  iu  this  view  of  the  case, 
must  be  tested  by  those  of  Adams  &  Co.  But  the 
jury  having  found  that  the  goods  at  the  time  of 
the  loss  were  in  the  keeping  of  a  servant  of  Adams 
&  Co.,  the  defen<lants are  exonerated  and  there  \» 
no  ground  for  a  new  trial. 

constitl'tionality  op  the  ueneral  railroad  act 
of  new  york. 
The  following  is  the  decision  of  the  Court  of  Ap- 
X)oals,  which  lately,  in  consequence  of  a  blunder, 
occasioned  some  little  trembling  among  stockhold- 
ers, the  reporter  having  casually  coupled  the  pre- 
fix un  with  the  word  constUutionai, 


Tlie  Buffalo  df-  Aeio  York  CUy  Railroad,  agt. 
Braynard, — The  Court  held  the  General  Railroad 
Act  to  be  constitutional ;  and  it  appearing  that  in 
regard  to  the  other  defects  now  complained  of  the 
defendants  had  not  previously  made  any  objec- 
tions before  the  Commissioners  or  the  Supreme 
Court,  although  they  had  ample  opportunity  so  to 
do,  tho  objections  were  to  bo  considered  as  re- 
moved. 

RAILROAD  EMPLOYEES. 

Antony  Ktary  vs.  C.  C.  df-  C.  R.  R.  Co.— 
This  case  which  occupied  the  District  Court  at 
Cleveland  Friday  anil  Saturday,  was  dis}K>sed  of 
on  Saturday  evening.  The  jury  returnsd  a  ver- 
dict for  plaintiff  for  $G060.  Keary  was  a  brakes- 
man on  a  gravel  train  and  was  injured  by  a  collis- 
ion. The  accident  occurre<l  by  reason  of  the  neg 
ligence  of  one  Loi>er,  who  was  engineer  of  the  gra- 
vel train. 

We  understand  that  it  is  the  intention  of  the 
railroad  compauy  to  have  the  legal  <iuestions  iu 
the  ca.sa  reviewed  by  the  Supreme  Court.  In  tho 
case  of  Stevens  vs.  the  Little  Miami  railroad  com- 
pany, 20  Ohio  Reports,  the  Supreme  Court  of  Ohio 
decided  that  where  u  railroad  com])any  placed  one 
person  in  its  employ  under  the  direction  of  anoth- 
er also  in  its  employ,  the  railro.id  company  was 
liable  for  an  injury  to  the  pei-son  of  him  placed  in 
the  subordinate  situation  by  the  negligeuco  of  hiii 
superior.  r  ;.,/  .,-  .  <  >i  =. 

Judge  Otis,  who  delivered  the  charge  to  the  ju- 
ry ia  the  present  cjise,  so  directed  the  jury,  who 
brought  in  a  verdict  as  above  stated.  The  case  in 
the  20th  of  Ohio  Re)>ort8  is  directly  in  opposition  to 
decisions  iu  the  States  of  New  York,  Massachu- 
setts and  also  to  the  decisions  of  the  English 
Courts.  In  the  Ohio  case  Judge  Spaulding  dis- 
sented from  the  decision  of  the  majority.  Ami  as 
we  have  stated  it  is  tho  intention  of  the  Railroivd 
company  to  carry  the  question  to  the  Supreme 
Court. 


.A    Norris*  tiocomotlr* 'Worka. 

The  Register  in  a  notice  of  recent  improvements 
on  Bush  Hill,  Philadelphia,  givs  the  following  ac- 
count of  the  locomotive  works  of  Messrs.  Richard 
NorrLs  &  Son.  .4, "■-■'; 

Among  the  manufacturing  improvements  is  that 
of  Messrs.  Norris  &  Son,  who  have  recently  en- 
larged their  establishment,  until  now  they  occupy 
a  space  of  upwards  of  two  acres  of  ground.  The 
diftterent  departments  of  this  mammoth  locomo- 
tive works,  are  arranged  in  the  best  manner  and 
contain  facilities  for  the  manufacture  of  locomo- 
tives, far  surpassing  those  of  any  other  establish- 
ment in  this  country  or  Europe.  Tlie  steam  ham- 
mer shop  is  on  the  south  west  comer  of  Schnylkil 
Sixth  and  Hamilton  streets  and  is  104  feet  long, 
and  80  feet  wide.  It  contains  two  of  Nasmith's 
Patent  Steam  Hammers,  9  Smith's  fires  and  a  10 
horse  power  steam  engine,  which  drives  the  fans 
for  the  furnace,  as  well  as  the  Smiths  fires.  The 
iron  yard  adjoins  this,  104  feet  long  and  40  feet 
wide.  The  truck-shop,  at  the  north-east  comer 
of  these  streets,  is  68  feet  on  Schuylkill  Sixth 
street,  and  100  feet  on  Hamilton  street,  and  the 
tank-shop  ;idjoining,  30  by  100  feet  This  build- 
ing is  also  supplied  with  a  10  horse  power  steam 
engine. 

The  boiler  shop  extends  to  Fairview  street  80 
feet,  and  is  100  feet  long  on  said  street.  The8« 
three  latter  occupy  the  lower  story  of  one  large 
building,  while  above,  the  rooms  are  divided  into 
pattern  shops.  The  completing  shop  on  northwest 
corner  of  Hamilton  and  Schuylkill  Sixth  streets, 
is  50  feet  by  179,  and  has  stalls  for  finishing  12 
eo|;iQe8.     T^e  second  floor  is  occupied  as  a  finish- 


^^ 
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ing  shop,  and  the  third  as  a  copper  shop.  An  open 
space,  30  feet  wide,  extending  the  whole  length, 
has  a  railroad,  used  for  moving  and  loading  the 
engines.  Adjoining  this  is  another  large  building, 
of  the  same  dimeuiiions,  used  for  purposes  similar 
to  those  the  buildings  on  the  opposite  side  of  the 
area  are  used  for.  Another  building  on  Hamilton 
street  of  200  feet,  and  on  Fairview  of  254  feet,  ac- 
commodates a  large  sUttionary  engine  of  100  horse 
power,  additional  smith  shops,  stables,  coal 
yards,  &c. 

The  principal  blacksmith  shop  is  at  the  north- 
east corner  of  Schuylkill  Sixth  and  Fairview 
streets,  116  feet  by  153,  and  contains  46  smith's 
fires  and  3  trip  hammers. 

A  passage  way,  20  feet  wide,  leads  from  this 
apartment  into  a  large  yard,  which  separates  the 
blacksmith's  shop  from  a  building  three  stories 
high,  occupied  as  a  finishing  shop,  planing-room 
and  wheel  shop.  This  has  a  front  on  Schuylkill 
Sixth  street  of  166  feet,  on  Morris  street  of  163  ft., 
and  extends  southward  to  the  blacksmith's  shop 
— the  whole  occupying  a  space  of  262  feet  on 
Schuylkill  Sixth  street,  and  158  feet  on  Morris 
and  Fairview  streets.  In  this  building  has  also 
been  placed  a  stationary  engine  of  70  horse  power, 
driving  all  the  machuiery  of  both  blacksmiths, 
and  finishing  shops.  The  iron  and  brass  foundries, 
carpenter  shops,  grindstone,  paint  and  engraving 
shoj)8,  at  the  southwest  corner  of  Schuylkill 
Sixth  and  Morris  streets,  are  contained  in  a  build- 
ing 70  feet  on  the  former  and  103  feet  on  the  latter 
street,  which  adjoins  the  counting-house,  drawing- 
room  and  store  rooms  on  Schuylkill  Sixth  street. 

The  whole  number  of  hands  employed  in  the 
works  of  Messrs.  Norris  &  Son  is  725.  Since  the 
works  commenced  in  1833,  723  locomotives  have 
been  constructed,  and  during  this  year  110  will  be 
built.     This   firm    has   forwarded   to  England    24 

locomotives,  and  upwards  of  200  lor  the  continent. 
The  establishment  is  one  of  the  most  attractive  in 
the  c'ty,  and  is  daily  visited  by  large  numbers  of 
citizens  and  strangc-rs. 

Clrealar  of  Uie  Clevelaud  and  Toledo  Rail- 
road Compauya 

On  the  first  of  September  last,  two  railroad 
companies,  which  before  that  time  existed  as  in- 
dependent coq)orations,  were  consolidated  into 
one  company,  under  the  name  of  the  Cleveland 
and  ToltAlo  Railroad  Com^iany.  This  consolidated 
company  took  all  the  property  and  effects  of  the 
two  corporations,  and  assumed  all  their  liabilities. 

One  of  the  former  companies  was  known  by  the 
name  of  the  Toledo,  Nor  walk  and  Cleveland  Rail- 
road Company,  and  the  other  by  the  name  of  the 
Junction  Railroad  Company. 

The  first  of  these,  (viz.  the  Toledo,  Norwalk 
and  Cleveland  R.  R.  Co.,)  which  is  now  called 
the  Southern  division  of  the  Cleveland  and  Toledo 
Railroad  Company,  commences  at  the  City  of 
Toledo,  and  passing  through  Fremont,  Norwalk, 
and  several  other  flourishing  towns,  terminates  at 
Grafton,  where  it  connects  with  the  Cleveland, 
Columbus  and  Cincinnati  railroad,  about  twenty- 
flve  miles  southwest  of  Cleveland.  From  thence, 
by  the  way  of  Cleveland,  there  is  a  continuous 
Ime  of  railway  to  the  City  of  New  York.  At  To- 
ledo it  connects  with  the  Michigan  Southern  Rail- 
road, and  thus  forms  an  important  link  in  the 
great  line  of  railway  travel  from  New  York  to 
Chicago,  and  the  country  west  of  tliat  City  to  the 
Mississippi  river.  This  road  is  eighty-seven  miles 
long,  and  is  wholly  completed,  (unless  the  bridge 
at  the  City  of  Toledo,  across  the  Maumee  river, 
which  is  now  passed  by  a  steam  ferry-boat,  ought 
to  be  regarded  as  part  of  the  road.)  The  bridge 
is  now  under  construction,  and  will  probably  be 
finished  early  in  the  winter.  This  road  through 
its  entire  length,  was  opened  for  travel  about 
nine  months  since.  Its  present  receipts  are  at 
the  rate  of  about  fiily  thousand  dollars  per  month, 
with  an  almost  absolute  certainty  that  they  will 
be  very  largely  increased  as  soon  as  the  naviga- 
tion of  Lake  Erie  shall  be  suspended  for  the 
season. 

The  other  (or  Junction  Railroad,  as  it  was 
(ailed,  and  is  now  named  the  Nortberi)  Division 


of  the  Cleveland  and  Toledo  R.  R.  Company,] 
commences  at  the  City  of  Cleveland,  and  pa-sshig 
through  the  town  of  Elyria,  Sandusky  City, 
Maumee,  and  several  other  growing  towns,  ter- 
minates at  Swanton.  where  it  connects  with  the 
Northern  Indiana  Railroad.  This  line  of  road  is 
one  hundred  and  twenty-two  miles  long.  That 
part  of  it  (sixty  miles)  which  lies  between  Cleve- 
land and  Sandusky  City,  h.-is  recently  been  finish- 
ed, and  the  trains  commenced  on  Monday  last  to 
run  from  Cleveland  to  Sandu.''ky  City,  where  it 
connects  with  the  Mad  River  and  Lake  Erie  rail- 
road, and  through  it  with  Cincinnati — thus  mak- 
ing through  this  line  a  continuomi  railroad  from 
Cincinnati  to  New  York.  I 

The  other  part  of  this  road  between  Sandusky  ] 
and  Swanton  is  in  a  state  of  such  forwardness,  | 
that  the  Company's  Engineer,  on  the  18th  of  thisj 
month,  reports,  that  work  to  the  amount  of  two  j 
hundred  and  sixty-five  thousand  dollars  only  re- 1 
mains  to  be  done  to  complete  the  remaining 
sixty-two  miles  ready  for  the  ballasting.  This  is ' 
exlusive  of  the  bridge  at  Toledo,  which  will  re- j 
quire  an  additional  expenditure  of  thirty  or  thirty- } 
five  thousand  dollars  to  finish  it.  { 

This  last  named  road,  when  completed,  will,  in  j 
connection  with  the  Northern  Indiana  Railroad, 
form  a  link  in    a    continued    railway    from  New  i 
York  to  Chicago,  as  well  as  from  New  York  to ' 
Cincinnati,  as  already  stated.      As    this   road    is  | 

bnt  just  oi)ened,  and  in  part  only,   a  statement 

of  its  business  cannot  be  made,  and  at  present 
rests  in  opinion  only.  But  any  i>erson  acquainted 
with  the  Western  country,  and  its  railroad  con- 
nections, will  by  a  glance  at  the  map  perceive 
the  power  and  importance  of  this  road,  as  a  link 
in  these  great  lines  of  travel. 

The  united  length  of  these  two  roads   is  two 
hundred  and   nine  miles.      The   whole  estimated  j 
cost  of  the  construction  of  both  roads  (209  miles),  j 
including  the  machinery  on  hand  at  the  date  of' 
the  consolidation,  is   four   millions   and  a  half 
These  four  and  a  half  millions  are  represented  in ! 


Unttaik's  VanUlatlmg  Car. 

RochesUr,  Oct.  26,  18M. 

Editor  of  Railroad  Journal — 

Dear  Sir :  I  notice  in  your  paper  of  October  15th 
a  letter  from  Mr.  H.  Ruttan  refering  te  the  remov- 
al of  his  Vcntillation  from  a  car  belonging  to  the 
Central  railroad  company.  The  writer  calls  oa 
me  to  give  the  reason  for  so  doing. 

The  \'entillation  seemed  to  answer  a^very  good 
purpose  in  cool  weather,  but,  after  the  intense 
heat  came  on  in  July  there  was  great  complaint 
from  passengers,  and  I  ordered  the  apparatus  re- 
moved. In  explanation  I  would  sey  that  to  intro- 
duce the  ap|)aratu8,  and  make  room  for  the  large 
stove  tlie  the  seats  of  the  car  were  elevated  I 
think  eight  inches,  this  brought  the  heads  of  tbo 
passengers  above  the  lower  casement  of  the  sash 
and  the  heat  could  not  be  endured.  It  is  proper 
to  say  further  that  the  car  was  one  built  several 
years  ago  and  was  not  as  high  between  joints  as 
those  built  the  last  two  or  three  years.  This  was 
another  reason  of  the  intense)  heat,  the  seats  were 
also,  rather  poorly  put  iu,  aud  some  of  them  bad 
got  loose. 

The  foregoing  were  tlie  principlo  reasons  for  re- 
moving th*'  apparatus. 

Yours  Respectfully, 

Carlos  DuTTox. 


the  following  forms:  two  millions  in  the  stock 
of  the  roads,  which  is  paid  iu  full ;  the  remain- 
ing two  and  a  half  millions  are  provided  for  in 
the  bonds  of  the  Company,  less  than  a  million 
of  which,  are  convertible  into  stock.  The  Com- 
pany has  sold  of  these  bonds  to  the  amount  of 
SI, 600,000. 

Forty  per  cent,  of  the  receipts  of  the  Company 
are  absorbed  by  the  exi)enses  of  working  their 
roads,  leaving  for  net  profits  sixty  per  cent,  of 
those  receipts.  The  Company,  therefore,  in  the 
present  partially  developed  condition  of  their 
road,  are  in  the  net  receipt  of  thirty  thousand 
dollars  per  month,  or  at  the  rate  of  three  hundred 
and  sixty  thousand  dollars  per  annum;  which 
after  paying  one  hundred  and  seventy-five  thousand 
dollars  for  interest  on  two  and  a  half  millions  of 
seven  per  cent,  bonds,  will  leave  one  hundred 
and  eighty-five  thousaud  dollars  of  net  profits  to 
be  divided  out  to  two  millions  of  stock,  which  is 
a  fraction  over  nine  per  cent,  per  annum. 

It  may,  therefore,  from  this  view,  be  safely  af- 
firmed, that  when  both  lines  of  the  Company's , 
roads  shall  be  finished  and  developed,  the  stock- 1 
holders  may  count  upon   dividends  of   ten  per 
cent  per  annum,   and  leave  in  addition  an  ac-; 
cumulating  surplus  at  the  disposal  of  the  Corpo- ' 
ratioQ. 
y^'  ■     ..^>  •-   ■''  S.  F.  Vinton, 

■iK-  ■■.'■: '\-  X-    v    President  C.  &  T.  R.  R.  Co 

''^.T,-;-    .  ■.^.:.w        E.  Lank, 

Former  Pres't  Junction  R.  R.  Co. 

New  York,  October  31,  1853. 


Soutlt  Western  Railroad  of  lUdlaaa. 

At  a  recent  meeting  of  the  directors  of  Uiis  com- 
pany, held  at  Point  Commerce,  John  H.  Bradley 
was  elected  President,  Jacob  P.  Chapman 
SecreUry,  and  Thomas  E.  Iladley  a  director. 

The  Board  accepted  the  proposition  of  Messrs. 
Story,  Fuller,  Chatter,  and  others,  to  build  aud 
equip  the  road,  and  for  the  erection  of  iron  works 
and  manufacture  of  iron  upon  the  line. 

It  Wiis  announced  that  sufiicieut  means  had  been 
subscribed  to  grade  and  bridge  the  road,  and  the 
location  of  the  work  for  construction  was  ordered 
immediately. 

A  contract  with  the  Ohio  River  and  Wabash 
railroad  company,  (from  Vincennes  to  Paducah,) 
for  a  connection  of  interests  in  through  transpor- 
tation was  also  ratifie  1. 


Hevr  York  Central  Railsoad. 

The  Albany  Journal  says  the  Central  railroad 
company  are  pressing  forwrrd  their  improvements  ; 
with  unceasing  vigor.  There  will  soon  be  a  dou- 1 
ble  track  the  entire  distance  to  Bufl'alo.  By  a  | 
notice  elsewhere,  it  will  be  seen  that  proposals  \ 
are  to  be  received  in  a  few  days  for  preparing  the  . 
the  Ime  between  Syracuse  and  Rochester  for  a ' 
second  rail.     ^  ^  ^  -•>  ■;    ;     -  -  -     - '     "  ■  j 


Kvansvllle,  Indiauapolu  aud    Cleveland 
Railroad. 

Our  types  made  us  say  in  a  recent  number  that 
the  above  road  had  been  located  {wrmanently  by 
the  board  at  its  recent  session,  <m  a  straight  line 
from  Union  to  Cleveland,  and  from  EvansviUe 
down  the  Valley  of  White  River.  We  should  hav* 
said  that  the  road  had  been  permanently  located 
on  a  straight  line  from  Union  to  Indianapolis,  and 
down  the  valley  of  White  river,  on  the  ea»t  side  of 
the  river  from  Indianapolis  to  Evansville.  The 
distance  from  Indianapolis  to  Evansville,  we  learn 
will  be  150  miles.  The  disUnce  from  Evansville 
to  Louisville  by  the  Ohio  river  is  213  miles,  and 
from  Louisville  to  Indianapolis  one  hundred  and 
twenty  miles,  the  construction  of  this  road  will 
therefore  make  the  travelled  distance  fi-om  Evans- 
ville to  Indianapolis,  one  hundred  and  fifty  miles, 
against  three  himdrod  and  thirty-three  miles  by 
the  present  travelled  route.  The  president  and 
vice-president  of  this  road  were  east  last  w««k, 
and  we  learn  made  the  necessary  monetary  ar- 
rangements for  the  Umd  being,  for  Um  proMcuUoa 
of  the  wwk,       i  -      ••>  .:-';.. 
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Notice  to  Contractors. 

NORTHEKN  CROSS  RAIL  ROAD, 

•■'•■'  STATE    Oe    ILLINOIS. 

MAPS,  profiles  and  estimateii  for  the  work  ne- 
cessary to  the  complete  coustruction  of  the 
NoRTHEBN  Cross  Railroad,  will  be  exhibited  at 
the  oiiice  of  the  company  in  Quincy,  on  and  after 
the  13th  November  and  proposeU  for  the  work  are 
requested  from  contractors. 

Meanwhile,  as  the  preliminary  linos  have  been 
t«ced  on  the  gronnd  whicii  do  not  vary  materially 
fVom  the  probable  location,  and  ;»s  the  work  will 
be  let  by  quantitias  with  equitable  provision  for 
changes,  it  is  entirely  practicable  by  visiting  the 
ground  to  obtain  all  the  most  important  informa- 
tion necessary  to  regulate  the  bids. 

The  route  extends  from  Quincy  on  the  Missis- 
sippi river,  in  a  direction  eiist  and  north  to  the  di- 
viding ridge  between  the  Mississippi  and  Illinois 
rivers,  thence  about  midway  between  those  rivers 
to  Oalesburg,  in  Knox  county,  a  distance  of  about 
100  miles.  At  Oalesburg  it  connects  with  other 
roads  leading  to  Chicago.  The  country  through 
which  it  passes  is  well  settled,  healthy  and  fertile, 
unsurpassed  in  these  latter  particuJars  on  this  con- 
tinent, and,  as  it  is  contemplated  to  build  a  road 
of  the  first  class  common  in  the  United  States,  the 
work  will  be  of  sufficient  m<ignitude  to  make  the 
execution  desirable  including  at  many  place  good 
work  for  the  winter. 

The  line  will  be  divided  into  sections,  and  pro- 
posals will  be  received  for  the  construction  of  one 
or  more  up  to  the  whole  road,  the  propositions 
being  made  for  the  grading  and  masonry-bridges, 
ties  and  sills — and  complete  construction,  (except- 
ing depots,)  all  in  a  single  contract  or  separately 
for  each  item. 

Contracts  will  not  be  closed  before  the  25tb  No- 
vember, nor  sooner  thereafter  than  to  afford  suf- 
ficient time  to  decide  on  the  most  satisfactory 
offer. 

Siieciflcations  for  themp<le  of  constniction,  with 
maps  and  profiles  of  the  preliminary  lines,  may 
always  be  seen  at  the  ofiSce  in  Quincy. 

Quiiiey,  Illinois,  September  2'Jth.  1853. 

N.  BUSHNELL,  President. 
W.  H.  SIDELL,  Chief  Engineer. 

Note.  From  the  point  where  the  line  to  Gales- 
burg  leaves  its  easterly  direction  to  turn  northerly, 
an  extension  is  projected  to  the  Illinois  river.  This 
will  be  about  30  miles  long,  terminating  opposite 
Meredosia,  where  it  connects  with  the  main  line 
of  The  Great  Western  Road,  which  extends  from 
thence  east  through  the  capitals  of  Illinois,  Indiana, 
Ohio,  &c.  The  construction  of  this  part  of  the  line 
was  begun  as  a  State  work  about  fifteen  years 
ago,  and  abandoned  after  a  large  sum  had  been 
expended  in  the  graduation.  The  company  will 
be  ready  to  negotiate  for  its  construction  as  a 
separate  work. 


The  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Pa.ssenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &c. 

Having  ample  facilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superui- 
tendancc  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  AYason's  well  known  establishment  at 
Springfiv'ld  Mass.,  for  the  last  Six  years,  we  can 
guarany  curs  to  be  equal  in  stylo  and  quality  to 
any  mannfactured. 

Car  Manufacturers  and  Rail  Road  Coropanlcs 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  RaO  Road  Bridges,  &c.  made  to  order  at 
short  notice. 

Orders  Respectftilly  Solicited. 
Address,  HENRY  SIZER.  Agent, 

Cincinnati  Ohio. 

Office  596  Fifth  Street,  CiDclnnati,  at  Rail  Road 
Depot  Building.  ,      ; 


HFNRY  TANNER 


vs. 


Ihc  Hudson  Ri  ver 
Railroad  C»mpan  y. 


Circuit  Court  of  the  United 

States 

for  the 

Northern  District  of  NewYork. 

THIS  was  a  suit  brought  by  the  plaintiff  for  an 
alleged  infringement  of  letters  patent  granted 
to  Jiim  as  assignee  t)f  the  inventors,  L.  H.  Thomp- 
son and  A.  G.  Bachelder  :  '  for  an  improved  Rail- 
road Brake ',  by  the  use  on  the  said  road  of  brakes 
made  on  plans,  alleged  to  have  l)een  invente<l  by 
N'kiif,.miah  Houok  and  also  by  F.  A.  Stephens  and 
purclijised  by  the  said  defendant,*<,  from  the  said 
Hodge  &  Stephens  and  also  for  use  of  the  plan  as 
patented  to  sai<l  Tanner. 

The  suit  was  noticed  for  trial  at  the  Octolx-r 
term  of  1853,  and  ])ut  over  the  term  by  the  motion 
of  Defendant's  Counsel  by  paying  the  costs  of  the 
term. 

And  thereafter  the  Defendant's  Counsel  made 
overtures  for  a  settlement  which  resulted  in  the 
defendant's  acknowledging  the  validity  of  pljiin- 
tift's  patent,  the  infringement  of  the  said  patent  by 
the  u.se  of  double  acting  brakes  on  the  pl+u  of  the 
said  patents,  and  the  Company  paying  to  the 
said  plaintifi'  for  the  right  to  Use  the  .said  invention 
and  for  the  withdrawal  of  said  suit  the  sum  of 
ONE  THOUSAND  DOLLARS  and  costs. 

Having  read  the  above  I  do  certify  to  the  cor- 
rectness of  the  statements  therein  contained. 

October  25th,  1853. 

THOMAS  M.  NORTH, 
Secret'y  and  Attorney  of  the 
Hudson  River  R.  R.  Co. 
Seie  York,  October  26th,  1863. 

This  is  to  certify  that  I  was  of  Counsel  for  the 
plaintiff  in  the  above  entitled  cause,  that  ,the  suit 
was  brought  for  the  recoverj"  of  damages  from  the 
Hudson  River  Railroad  Company  for  the  use  on 
their  cars  of  brakes,  m<ade  on  the  plans  described 
in  the  patents  granted  to  Charles  B.Turner  on  the 
14th,  of  Nov.  1848,  to  Nehemiah  Hodge  on  the  2d, 
of  October  1849,  and  to  F.  A.  Stephens  on  the 
25th,  of  November  1861.  That  in  preparing  for 
the  trial  of  the  alwve  entitled  cause  I  made  a 
careful  examination  of  all  the  fjicts,  given  in  the 
notice  of  defence  and  became  satisfied  that 
Tliompson  and  Bachelder,  from  whom  Tanner  de- 
rived title,  were  the  original  and  first  inventors  of 
the  Double  acting  Brake  covered  by  the  plaintiff's 
patent  and  that  the  Brakes  of  Turner,  of  Hodge, 
and  of  Stephens  are  infringments  of  the  said  Tan- 
ner's patent.  CHS.  M.  KELLER. 


Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Offlce  of  the  Mississippi  Central  Railroad  Com- 
pany in  Holly  Springs,  Mississippi  until  one 
o'clock  &  P.  M,  of  Tuesday  the  15th  day  of  No- 
vember next,  for  the  Clearing,  Grubbing,  Grading, 
Bridging  ahd  Furnishing  Crosstiea  for  about  22 
miles  of  said  road  between  the  Town  of  Holly 
Springs  and  the  State  line  of  Tennessee. 

Plans  and  specifications  may  be  seen  at  Holly 
Springs  after  the  10th  day  of  November  next. 

Proposals  will  be  received  at  Granada  Mississippi 
until  one  o'clock  P.  M.  of  Wednesday  the  7th  day 
of  December  next  for  the  same  description  of  work 
and  materials  on  the  line  of  road  between  Water 
Valley  and  Granada  being  about  30  mtles.  Plans 
specifications  may  be  seen  at  Granada  after  the 
1st.  day  of  December  next. 

Proposals  will  also  be  received  at  Canton  Mis- 
sissippi until  one  o'clock  A.  M.  of  Wednesday  the 
14th  of  December  next  for  the  same  discription 
of  work  and  materials  between  Canton  and  the 
Big  Black  river,  a  distance  of  about  12  miles. 

Plans  and  si>ecifications  may  be  seen  at  Canton 
after  December  10th. 

The  work  will  be  divided  into  sections  of  one 
mile  each  and  proposals  will  bo  received  for  each 
item  seperately  or  for  the  whole  work  on  one  or 
more  sections. 

The  right  of  rejecting  such  proposals  as  arc  not 
satisfactory  is  reserved. 

HEALY,  HOLMAN,  SIMS  &  CO. 
Holly  Springs  Mississippi. 

Ootober  10th  1863, 


A  Valuable  Farm  in  Illinois 
for  Sale. 

SITUATED  in  the  Village  of  Seward's  Point  in 
Monteaincry  County  74  miles  North  of  Hills- 
borough, about  36  South  of  Spj~iiigjield  the  CapiUl 
of  the  State,  about  18  West  of  the  Illiivais  Great 
Central  Railroad,  about  4  or  5  North  of  the  Alton 
&  Tf  rre  Havte  Railroad  and  about  18  miles  West 
of  the  intersection  of  the  two,  containing  80  actc'-> 
of  rich  prairie  hind. 

Apply  by  letter  or  in  person  to 

S.  S.  ROCKWELL, 
No.  16  South  Second  str.  Williamsburgh. 

India-Rubber  Railroad  Car 
Springs,  etc. 

TUB  UNITED  STATES  CAR  SPRING  COMPANY,  liav- 
ing  completed  their  iiew  ICactor}-,  are  nianufltcturiiit;  anti  liir 
Disbiiit;  to  RailToad  Companiei,  anU  Car  Buildert,  R  UBBEH 
SPRINGS  of  the  l>aBt  quality,  on  the  most  favorable  termp. 

Also,  McMulksu'ii  superior  WHITE  HOSE,  not  only  uu 
Raiiroail«,  but  ttll  other  purpoeca,  and  of  ainy  si/e  or  thickii(».3 
required.  (Wlco  No.  26  Cliff  street, 

jLuf.  10, 1863.        Sm  New  York. 

Mr.   Wm.  Naish, 

OF  NEWPORT,  MONMOUTHSHIRE, 

INSPECTOR  of  Rails,  begs  most  respectfully  to 
acquaint  Importers  of  rails.  Engineers  and  oth- 
ers connected  with  the  railroads  of  America,  thai 
he  still  continues  to  execute  orders  of  inspection 
throughout  the  various  districts  of  South  Wales 
and  adjacent  Iron  Works,  and  confidently  refers  to 
the  satisfaction  which  his  supervision  has  given 
during  the  last  ten  years,  to  exporters  of  rails  ami 
others  as  below  named  .is  a  proof  of  the  fidelity, 
carefulness  and  promptitude  of  his  inspections. 

BARING,  BROTHERS,  London. 

PALMER,  McKELLOP,  DENT  &  Co.  Do. 

LEWIS  HOPE,  Esq,  Do. 

Hon.  JAMES  WADSWORTH,  Rnffalo,  N.  Y. 

COLLMAN   &  GLOLTERFOHT,  London. 

JAMES  SPENCE,  Esq.,     ,^  .,  ...  Liveri)ooi. 

C.  THOMPSON  &  Co.,         "    *  Do. 

NAYLOR,  VICKERS  &.  Co.,  Do. 

4t43 

Railroad  Iron. 

Two  THOUSAND  TONS  Erie  Pattern,  68  It*,  to  the  yard, 
already  shipped,  and  expected  here  soon — for  sale  by 
38tf  JOHN  H.  HICKS,  90  Beaver  »t 


To  Railroad  Companies. 

COLLINS'  PATENT 

VENTIL.ATORS, 

FOR 

Ventilating  all  kinds  of 

Pt-BMC  AND  PRlV.\TEBriLDI.\GS 

Railroad  Cars,  Depots,  etc. 

THE  Siibecril>ers  would  invite  the  at- 
tention of  the  public  to  the  al>ove 
celebrated  Patent  Ventilator.  ThiaVeu- 
tilator  t«  tlie  f)est  one  now  known  oi;  for 
givioK  a  pure  air  in  rooms,  and  ejecting  all  foul  air.  It  has  been 
adopted  by  all  the  principal  Railroad  Companies  and  Car  Fac- 
torieH,  and  is  extensively  Mi^ed  lijr  private  dwellings,  and  for  the 
cure  of  smoky  Cbiinneya  cannot  be  escolled.  Maiiufkctured  and 
for  sale  by 

BAKER  <&  WILLIAMS, 
No.  406  Market  st.,  Oirard  Row, 
Soli  Agents  for  Pennsylvmia. 

CERTIFICATES. 

Engineer  Department  P.R.R.,  Altoona,  Felt.  8, 1863. 
This  is  tu  certify  (hut  Messrs.   Baker  &  Williams,  of  406 
Market  sL,  Philadelphiu,  huve  ftimisbed  a  large  number  of  Col- 
Una"  Patent  Galvanized  Iron  Ventilator;;  for  the  P.  K.R.  Co.,  and 
that  they  have  given  every  satisfaction,  acting  fblly  m  represent- 
ed.   I  eonjiider  them  as  a  necessary  appondsge  to  an  Engine 
House.    We  have  tbem  in  use  thirteen  inches,  and  two  feet  diaoi- 
Her,  acting  equally  welL    So  well  sati-slied  am  I  of  their  uscAiI- 
ess,  that  the  Eniifine  Houses  we  are  about  building  will  be  sup- 
.!ed  witli  tbem  at  every  point  where  a  draft  is  necessary  to  ftee 
buUding  Of  smoke.  STRICKLAND  KNEASS, 

Principal  Aasiatanl  Engineer  P.  R.R.  Co. 

Engineer  DeparU  P.  R.R.  Co.,  Pittsburgh,  Majf  12, 1861 
jflessrs.  Bakck  4c  Willuus, 

Dear  Sirs— Tlie  23  Collins'  Patent  Ventilators  ftimished  by  you 
for  the  Eiit^ne  Hou.<ie  at  this  place,  have  beoii  in  use  several 
months  and  their  merits  have  been  fVilly  lestod  and  have  given 
most  perfect  satisflictiuu  ;  being  constructed  on  true  principles 
of  Ventilation,  and  the  workmanship  is  of  a  substantial  and  supe- 
rior character.  Yours  truly,  OLIVER  W.  BAJtNES, 
SmU)  Principal  Auiatant  Engiiutr  P,  RR  Co, 


AMERICAN  BPiBOAD  JOIRNAL. 

STEAM  NAVIGATION,  COMMERCE,  MININ6,  MANUFACTURES. 

HENRY  V.  POOR,  Editor, 
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cy,  only  waiting  the  influx  of  capital  and  the  fa- [dales,  wood-laud*  aud  lakes,  the  latter  abounding 
cilities  of  communication,  now  in  progress,  to  be  j in  fish." 


greatly  augmented. 

The  northern  portion  is  also  eqilally  rich  in  cop- 
per and  iron,  and  also  in  timber.  These  valuable 
resources,  combined  with  its  salubrous  climate, 
and  exceedingly  advantageous  position,  being 
bounded  by  the  navigable  waters  of  the. Mississip- 
pi on  one  side,  and  by  those  of  Lake  Michigan  on 
the  other,  and  Lake  Superior  on  the  north,  give 
assurance  that  Wisconsin  is  destined  soon  to  occu- 
py a  position  in  the  rank  of  the  most  populous 
and  influential  States  of  the  Union. 

The  territory  of  Miimesota  through  which  the 
proposed  route  passes  from  its  eastern  to  its  west- 
ern limits,  and  in  which  ia  located  the  branch  to 
Lake  Superior,  although  situated  to  the  north  and 
west  of  Wisconsin,  with  its  surface  more  elevated 
above  the  level  of  the  sea,  possesses  for  the  most 
part  a  fertile  soil,  capable  of  yielding  largely  un- 


From  tlie  most  elevated  points  "  grand  views 
are  presente«i."  "There  can  be  no  doubt"  he 
states,  "  that  in  future  times  this  region  will  be 
the  summer  resort  of  the  wealthy  of  the  land." 
The  valley  watered  by  the  Tchansausau  or  Jones 
river  is  described  as  an  'immense  prairie,  deem- 
ed by  travellers,  perhaps,  the  most  beautiful  with- 
in the  territory  of  the  United  States.' 

The  valley  of  the  St.  Peters  presents   "  a  level 
country  interrupted   by  moderate  undulations  of 
the  surface  and  beautified  by  intervening  prairie 
tracts  of  wood-land,  and  lakes."     The  river  "  has 
gently  sloping  borders  divided  into  natural  terra- 
ces, covei-ed  by  a  luxuriant  grassy  sward." 

The  valley  of  the  Mississippi  from  the  Falls  of 
St.  Anthony  ia  "  wide,  with  river  banks  of  mode- 
rate elevation,  forming  a  retreating  succession  of 
terraces,  delightful  to  the  view,"  ornamented  with 


Entebbd  accordiuK  to  Act  of  Conjiress,  in  the  year  1853,  by 
£dwin  F.  J0HN.SO.N,  in  tlie  Clerk's  OOlce  of  ibeDtetrrot  Court 
of  Cotmuclicat. 

Railroad   to  tbe   PacifiC'-Kortliem   Ro«(c. 

hs  General  Character,  Relative  McrUs,  etc. 
By  Edwin  F.  Johnsox,  C.  E. 

'        .     '''         (Coatinued  from  Pajfe  72<!.)  -'■ 

TLIMATE,  SOIL    AND    PRODICTIONS. 

The  portions  of  the  States  of  Illinois  and  Wis- 
consin through  which  the  proposed  route  passes 
are  perhaps  unsurpassed  in  fertility  of  soil  and 
hca'thfulness  of  climate  by  any  other  region  of 
equal  extent  in  the  United  States. 

The  former  is  now  too  w^ell  known  to  need  any 
tspecial  notice  in  tills  place.  As  it  respects  the 
Utter,  the  fact  of  an  increase  in  iUi  population  of 
nearly  half  a  million  of  souls  in  the  last  ten  years, 
and  the  unexampled  atlvance  in  the  value  of  real 
estate  within  its  limits,  is  evidence  that  in  all  the 
^■ssentials  which  serve  to  render  it  a  desirable 
habitation  for  man,  it  is  not  excelled  by  any  other 
of  the  States  of  the  Union.  .     .     :.: 

In  addition  to  its  cipabilities  as  an  agricultural 
region,  its  south-western  portion  is  rich  in  the  ore 
of  lead  to  a  degree  unparalleled;  more  than  forty 
millions  of  pounds  being  now  sent  to  market  annu- 
ally: the  business  of  mining  being  still  in  its  infan 


der  proper  culture,  and  has  also  a  very  healthful  j a  variety  of  timber. 

climate.  It  has,  moreover,  a  bountiful  supply  of|  Farther  up  about  the  Hauteurs  des  Urrei  "  th» 
timber  in  its  eastern  and  north-eastern  portions,  forests  are  more  varied  and  Uie  surface  is  varicga- 
and  is  doubtless  rich  hi  copper,  and  is  in  all  re- j  ted  with  a  great  number  of  lakes." 
specta  well  adapted  for  the  purposes  of  a  residence  j  The  valley  of  Red  river  has  already  been  de- 
for  man,  aud  has  from  the  great  similarity  of  iU  scribed,  and  its  beauty  and  fertility  noticed.  Tho 
climate  and  character  of  its  productions  justly  re  ! portion  lying  west  of  the  James  and  Red  river* 
ceived  the  appellation  of  the  AVir  England  of  and  embracing  the  vast  plateau  of  the  Coteau  du 
t/ie   West.  Missouri   has  already  been  described  as  destituto 

The  mean  elevation  of  its  surface  above  the  of  trees.  This  is  probably  owing  mainly  to  the 
level  of  the  sea  is  about  1200  or  1300  feet:  the  elevation  of  its  surface,  the  comparatively  limited 
highest  ground  withiu  its  limits  being  that  of  the  supply  of  rains  and  the  absence  of  streams  of  suf- 
Coteau  du  Missouri,  over  which  the  line  of  the  ficient  size  to  check  the  advance  of  the  fires  which 
proposed  road  pa.sses,  and  which,  as  stated,  is  sweep  annually  over  all  the  wild  prairies  of  the 
from  2000  to  2300  feet  above  the  sea,  forming  west.  It  is  this  cause,  more  than  any  other,  which 
there  the  highest  or  culminating  point,  as  already  has  denuded  them  of  their  timl»er,  ;ind  prevented 
stated,  in  the  great  plain  which  stretches  from  the  its  growth,  since,  whereever  the  fires  have  been 
Gulf  of  Mexico  to  Hudson's  Bay.  This  highest  prevented  by  the  improvements  which  have  been 
ground  has  only  one-half  the  elevation  of  theprai-  made  in  fencing  oft' p<.rtion9  for  cultivation,  a  sj)on- 


rie  plains  at  the  base  of  the  mountains  about  the 
sources  of  the  Platte  and  .\rkaD8as,  a  difiereuce 
in  its  effect  on  temperature  equivalent  to  eight 
degrees  of  latitude. 

Of  the  capabilities  of  Miimesota  as  an  agricultu- 
ral region,  a  very  correct  idea  can  be  formed  from 
the  statements  of  those  who  have  explored  it  aud 
resided  within  its  limits.-    ., 

Its  central  portion  is  represented  by  Nicolet  a.s 
"a  most  beautiful  tract  uf  laud  diversified  by  bills. 


tanenus  and  vigorous  growth  of  timber  sucoeeds. 
It  is,  therefore,  not  unreasonable  te  supi>use  that 
in  time,  there  may  be  in  all  the  fertile  portions  of 
the  prairie  plains  of  the  west  a  fair  supply  of  lim- 
ber, both  for  ornament  and  use. 

Capt.  Jona.  Carver,  who,  more  tban  eighty  year* 
ago,  spent  three  years  on  the  Upper  Mississippi, 
gives  substantially  the  same  account  of  the  coun- 
try as  Nicolet.  He  sUtes  that  "  the  river  St. 
Pierre  flows  through  a  most  delightful  country 
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abounding  in  all  the  Dfccssaries  of  life.  At  ft  lit- 
llo  distance  from  the  river  are  eminences  from 
which  you  have  views  that  cannot  he  exceeded," 
a  country  which  promised,  in  his  opinion,  at  some 
future  i)oriotl  "  to  be  an  jnexliaustible  source  of 
riches  to  that  peop'e  who  shall  be  so  happy  as  to 
possess  it.' 

In  looking  abroad  over  the  vasti  and  fertile  re- 
gion before  him  he  seems  to  have  been  deeply  and 
justly  impressed  iu  r^-gard  to  its  future  destiny, 
fjr  wc  find  him  indulging  in  the  following  re- 
marks ;  •  I 

"  To  what  power  or  .iiithority  thii  new  world 
will  become  dependent  after  it  ha^  arisen  from  its 
present  uncultivated  slate,  time  aljone  can  discov- 
er, but  a.s  the  s<'at  of  empire  from  iime  immemori- 
al has  bi-en  giadujilly  progressing  ti^-.vards  the  west, 
there  is  ro  doubt,  but  that  mighty  kingdoms  will 
emerge  from  these  wildernesses,  a  id  suvtely  pala- 
ces, and  solemn  temples  with  gilded  spires  reach- 
ing to  the  skies,  supplant  the  imliau  huts  whose 
only  decorations  arc  barbarous  trophies  of  v:m- 
qnisbed  enemies."  I 

Col.  Long,  who  explored  tlie  region  from  the 
upper  Missouri  to  the  Red  river  of  the  north  in 
1822  and  1828,  stati  s  that  at  Pembina,  one  of  the 
Selkirk  Tillages  situated  on  the  Hed  river  in  the 
latitude  of  the  northern  boundary  of  Jlinnesota, 
"  agriculture  is  atten<led  with  success,  wheat,  bar- 
ley, millet,  pulse,  i)ot;itoc3,  andJ  other  culinary 
roots"  are  cultivated. 

Gov.  Simpson  in  hisjimrnal  of  a  tour  to  the  Pa- 
cific already  referred  to,  in  speaking  of  the  v.iUey 
of  the  Red  river  at  Fort  Garry,  80  miles  north  oJ 
Pembina,  describes  it  as  being,  on  tho  west  side  of 
the  river,  one  vast  prairie,  and  on  the  other  side  a.s 
wooded  with  birch,  oak,  elm,  and  pine.  That  the 
soil  yields  forty  bushels  of  wheat  to  the  acre,  and 
even  after  being  cultivated  twenty  years  yields  16 
to  25  bushds  per  acre. 

.  He  describes  the  summers  "  tho  same  as  in  Can- 
ada thougii  not  quite  so  long."  "  Cattle  maintain 
themselves  in  the  settlements  seven  months,  and 
are  maintained  five  months."  He  says  also  that 
the  shores  of  the  Lake  of  the  Woods  are  fertile 
"  bringing  in  maize  to  perfection. ' 

Sir  Juiin  Richards.)!!  states  that  the  vegetation 
in  tho  valley  of  Red  river,  1000  to  1200  feet  above 
the  level  of  the  sea,  is  similar  to  what  it  is  in  the 
State  of  Njw  Hampshire  at  the  same  elevation. 
The  difference  in  latitude  of  these  two  portions  of 
the  country  being  not  less  than  abaut  five  degrees 
equal  to  350  miles  nearly  in  distance. 

."■choolcraft  informs  us  that  "  corn  is  a  profitable 
crop  at  Ri'd  Lake  (which  is  situated  north  of  the 
Hauteurs  des  lerres,)  and  has  for  many  years  been 
furnished  in  considerable  quantities  from  this 
lake  to  the  posts  on  the  Upper  Mississippi,  and 
even  as  far  east  as  Fond  du  Lac.  '  The  speci- 
mens cS  grains,  etc.,  from  Minnesota  now  on  exhi- 
bition at  the  Crystal  Palace  in  Nijw  York,  are  very 
conclusive  evidence  of  the  agriciUtural  capabilities 
of  the  pojtions  of  the  teriitory  under  cultivation. 

In  re.spectto  climate,  all  the  authorities  concur 
in  staling  that  Minnesota  and  the  region  west  to 
the  mouniajiis  i»<)se.'<s<s  in  general  a  very  pure  at- 
mosphere, dry  and|br;:cmg,  teniai  kably  salubrious, 
and  a  temperature,  although  at  times  tending 
somewhat  to  extremes,  is  not  on  the  whole  unfa- 
vorable to  the  growth  and  matnrity  of  both  aui- 
fa&U  uud  vegetables. 


Although  as  a  general  rule  the  average  annual 
temperature  of  places  upon  the  earth's  surface  di- 
minishes as  the  distance  from  the  Equator  or  lati- 
tude increases,  this  relation  is  frequently  varied 
by  local  and  other  causes,  such  as  proximity  to 
mountauis,  and  to  the  sea  or  large  bodies  of  water ; 
the  elevation  above  the  ocean  level  ,  the  direction 
of  the  prevailing  winds,  and  character  and  tempe- 
rature of  the  surface  over  which  they  pass. 

The  mean  annual  temperature  of  placis  on  our 
Atlantic  coast  is  known  to  be  eight  or  ten  degrees 
lower  than  it  is  in  places  in  the  same  latitude 
upon  the  western  coast  of  Europe.  Paris  which 
is  in  latitude  48°  50'  N.  has  the  same  mean  annual 
temperature  with  New  York  City  which  is  iu  lati- 
tude 40^  42'  N. 

If  a  line  be  drawn  from  the  Atlantic  coast  west- 
wardly,  passing  along  that  part  of  the  surface  of 
the  countiy  which  has  a  mean  annual  temperature 
of  50°  F.  it  will  commence  at  or  near  Providence, 
R. I.,  thence runsouth  westerly, curving  northward- 
ly into  the  larger  vallies,  reaching  as  far  as  New- 
burg  on  the  Hudson  and  Hjurisburg  or  Sunbury 
oi»  the  Susquehanna,  and  in  its  southwesterly 
course  rising  as  it  proceeds  until  it  attains  an  ele- 
vation which  will  carry  it  across  the  AUeghanies, 
thence  descending  northerly  by  an  irregular  line 
along  the  western  slope  of  the  AUeghanies  to  Pitts- 
burg, which  is  700  feet  above  the  sea. 

From  thence  through  the  central  portions  of 
Ohio  and  Indiana  to  the  Illinois  line.  Thence  in- 
clining more  to  the  north,  and  curving  into  the 
Mississippi  and  Missouri  vallies  it  will  cross  the 
latter  near  the  mouth  of  the  Sioux  river,  from 
whence  it  will  sweep  around  to  the  southwest 
along  the  surface  of  the  immense  inclined  plane 
which  forms  tho  western  slope  of  the  Mississippi 
valley,  rising'as  it  proceeds,  to  some  point  where 
its  elevation  is  high  enough,  and  the  Rocky  Moun- 
tains are  low  enough  to  allow  it  to  pass  over  on  to 
their  western  slope.  Thence  by  a  very  irregular 
line  caused  by  the  deep  vallies  and  high  mountain 
ranges,  which  are  found  west  of  the  main  range 
of  mountains,  in  a  northwesterly  direction,  pro- 
bably by  the  valley  of  Lewis  River  and  thence  to 
the  Pacific  at  a  point,  a  little  north  of  the  latitude 
of  49°. 

If  the  line  of  temperature  of  45''  F.  be  traced 
in  like  manner,  it  will  be  seen  to  commence  at  a 
l>oint  on  the  coast  east  of  Boston,thence  southwester- 
ly by  a  similar  line  to  that  above  described,  curv- 
ing further  up  the  vallivs  of  the  Connecticut  and 
tho  Huditon,  reaching  to  Fort  Edward  on  the  lat- 
ter ;  thence  passing  along  the  n(  rth  slope  of  the 
valley  of  the  Mohawk,  across  to  the  valley  ol 
Lake  Ontario,  and  along  the  east  and  north  sides 
of  that  lake.  From  thence  across  tho  Canadian 
peninsula  to  Lake  Huron  and  across  tha^  lake, 
the  State  of  Michigan  and  Lake  Michigan  tf 
Green  Bay  in  Wiscoiisin. 

From  Green  Bay  it  curves  to  the  South  in  its 
passage  to  the  i'alls  of  St.  Anthony,  on  the  Missis- 
sippi where  it  crosses  that  river.  Thence  it  takes 
a  south-west  course  cuiving  again  sojiewhat  to 
the  North  in  passing  the  Missouri  and  thence 
along  the  western  slope  of  the  Missouri  and  Mis- 
sissippi Viilleys  at  a  higher  elevation  than  the  line 
first  named  of  about  1000  feet. 

To  the  south  of  the  line  thus  described  is  .•ui 
isolated  portion  or  zone  of  the  Appalachian  chain 
of  uouutaius  wUicb  has  a  m:ucimam  temperature 


of  45°,  a  feature  in  which  this  line  differs  from 
the  one  tirst  described. 

If  the  isothermal  line  of  40°  be  traced,  it  will 
be  found  to  dilfer  very  widely  in  places  in  position 
from  the  line  of  45°.  It  will  commence  near  the 
head  of  the  Bay  of  Fundy,  thence  southwesterly 
passing  south  of  St.  Johns  N.  B.  From  thence  it 
will  be  deflected  successively  to  the  South  by  the 
mountains  of  Maine,  New  Hampshire  and  Ver- 
mont, to  the  valley  of  Luke  Champlaiu.  Thence 
along  the  western  slope  of  the  Green  Mountains 
northerly,  crossing  the  valley  of  tho  St.  Lawrence 
in  Canada  and  thence  westerly  along  the  valley  of 
the  Ottawa,  north  of  Lake  Huron  and  near  to  the 
north  shore  of  Lake  Superior.  Thence  to  the 
North  and  East  of  Rainy  Lake  and  the  Lake  of 
the  Woods,  to  the  south  end  of  Lake  Winnipeg. 
Thence  westerly  across  the  prairie  plains  ol  tho 
Saskatshawin,  passing  to  the  north  of  the  soutli 
branch  of  that  river,  and  curving  around  to  the 
south  as  it  approaches  the  elevated  country  near 
the  Rocky  Mountains,  at  the  sources  of  the  Mis- 
souri, where  if  not  elevated  enough  to  pass 
through  the  depression  which  there  exists  in  th» 
mountain  chain,  it  will  take  an  easterly^  course, 
doubling  the  Wind  river  or  Black  Mountains,  nvA 
like  the  lines  already  described,  will  go  on  soutli 
increasing  in  elevation  until  it  finds  some  opening 
about  ITOO  feet  higher  than  the  hist,  through 
which  it  can  enter  the  valley  of  the  Del  Norte  <>r 
Colorado,  and  thence  ultimately  into  that  of  the 
Columbia. 

The  three  lines  of  temperature  above  describeil. 
will  be  found  all  of  them  to  terminate  on  the  Ph- 
eitic  shore  to  the  north  of  the  national  boundary, 
the  mean  annual  temperature  at  the  mouth  of  the 
Columbia  having  been  ascertained,  by  observa- 
tions to  be  about  55°,  while  that  of  Puget  sound 
is  but  little  different,  a  temperature  as  mild  as 
that  of  Baltimore  on  the  Atlantic,  and  said  to  be 
more  equable,  so  great  is  thrf  ditllrence  and  s.> 
much  milder  is  the  climate  on  the  Pacific  than  it 
is  on  the  Atlantic  coast. 

These  isothermal  lines  or  lines  of  equal  tempe- 
rature will  exhibit  more  irregularities  west  than 
east  of  the  Rocky  Mountains,  owing  to  the  num- 
ber and  elevation  of  the  mountain  ranges  into 
which  the  surface  of  the  country  is  broken,  and 
will  present  more  isolated  districts  or  zones  difier 
iuf  in  temperature  from  other  districts  lying  either 
to  the  north  or  to  the  south. 

A  correct  chart  exhibiting  these  lines  of  uniform 
temperature  would  be  a  very  interesting  addition 
to  the  stock  of  geographical  knowledge,  a  deside- 
ratum which  cannot  be  fully  realized  until  obser- 
vations have  been  sufficiently  multiplied  for  thu 
purpose.  ■      . .    ^  ; 

To  return  now  to  Minnesota. 

The  mean  annual  temperature  of  Fort  Snelling 
by  a  series  of  observations,  as  already  stated ,  has 
been  ascertiined  to  be  45°.  This  is  the  tempera- 
ture nearly  of  Portsmouth  N.  H.,  •!  Windsor  Vt 
and  of  Oxford  and  Cherry  Valley,  New  York. 

On  the  Haut  lerres  of  the  Mississippi,  at  Itasca 
Lake,  tho  most  elevated  of  the  many  crystal 
sheets  of  water,  that  gem  that  portion  of  tl'^ 
State,  M.  Nicolet  found  the  mean  temperature  to 
be  43J°  F.  and  he  says  that,  "  having  taken  great 
pains  in  determining  the  temperature  I  have  a 
right  to  believe  that  it  represents  pretty  accurate- 
ly the  mean  annual  temperature  of  the  country 
under  examination. ' 
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This  is  the  mean  temperature  of  Burlington, 
Vermont,  where  the  elevation  above  the  sea  is 
only  346  feet,  and  is  tlnee  degrees  milder  than 
the  tomi>craUire  of  William.stown  Vt.,  which  has 
the  same  elevation  above  the  sea  as  Itasca  Lake. 

From  this  it  is  infercd  that  the  mean  annual 
teiup<'rature  of  Minnesota  is  no  lower  and  is  in  all 
respects  equally  favorable  with  Vermont.  Of  the 
character  and  cij)acity  of  the  latter  as  an  agricul- 
tural region  there  is  of  course  uo  doubt,  and  there 
should  be  none  in  respect  to  Minnesota.  For  the 
growing  of  grains,  and  for  grazing  it  will  be  found 
to  be  surpassed  by  but  few  other  Slates  in  the 
Union. 

The  temperature  at  the  sources  of  the  Missis- 
sippi as  ascertained  by  M.  Nicolet  is  hi  accord- 
ance with  the  temperature  of  other  places  lower 
down  in  the  Mississippi  valley.  At  Baton  Rouge 
lor  instance  in  lat.  30°  28'  N.  the  mean  tempera- 
ture is  05'^  10'  F.  At  St.  Louis  lat.  38°  36'  N.  it  is 
63=  50'  F,  the  elevation  above  the  sea  400  feet,  and 
at  Itasca  Lake  lat.  47°  14^  N.  elev.ition  1575  feet 
above  the  sea,  it  is  as  stated,  43i°  F.  equal  to 
about  44'  of  latitude  or  50  miles  nearly  along  the 
slope  of  the  valley  for  each  degree  of  tempera- 
ture. 

Seymour,  in  his  "Sketches  of  Minnesota,"  in- 
forms us  that  "early  frosts  in  the  latitude  of  St. 
Antiiony  appear  to  be  uncommon.  Frosts  seldom 
occur  before  the  15th  to  20th  September,  or  first 
ofOctober."  He  n<-imes  a  gentleman  now  a  resident 
uf  Minnesota,  formerly  from  Galena,  Illinois,  who 
was  "delighted  with  the  climate  and  thought  it  su- 
perior to  Northern  Illinois,  as  it  was  not  subject  to 
sudden  changes.'"  He  states  that  he  has  heard 
"the  same  views  expressed  by  many  settlers  in 
Minnesota  who  formerly  resided  some  four  or  five 
dt'grees  further  south."  He  says  also  that  "the 
climate  is  well  adapted  to  corn,  wheat,  barley,  oats, 
pulse,  etc.,"  and  that  "the  potatoes  are  of  a 
quality  superior  to  those  raised  iu  the  Middle 
States."  That  "many  farmers  say  their  cattle  have 
a  dry  coat  in  winter  aud  sufier  less  from  cold  than 
iu  a  warmer  climate,"  aud  that  cattle  ran  at  lar$re 
the  preceding  winter  iu  lat.  46  N.  and  were  in  a 
thriving  condition  in  the  spring." 

Mr.  Schoolcraft  in  a  more  recent  work  than  the 
one  already  referred  to,  reaffirms  his  previous 
statements.  He  says  that  "the  Zca  Mays  is  rais- 
ed iu  great  perfection  in  the  valley  of  the  Red  riv- 
er and  o(  great  lake  Winnipeg,  which  is  north-west 
of  the  Mississippi.  In  the  settlements  of  Lord  Sel- 
kirk the  grain  crops  are  unfailiug."  "Indian  corn 
which  cannot  be  cultivated  at  Sault  Stc.  Marie  in 
lat.  46J°  N.  is  raised  by  the  Indians  annually,  and 
ripeus  early  in  August  at  the  very  sources  of  the 
Mississippi,  aud  at  Red  lake  north  of  them.     The 

l.'ttter  point  is  but  a  few  seconds  south  of  latitude 

490  jj_.. 

"It  is  certain, "  he  states,  "that  the  extreme 
v.pper  Mississippi  escapes  those  icy  winds  from 
Hudsons  and  BalBns  bays  which  are  often  felt  du- 
ring the  Spring  months  in  Northern  Michigan  aud 
Northern  Wisconsin." 

M.  Nicolet  states  that,  of  all  the  Indian  na- 
tions visited  by  him  "the  Chippeways  inhabiting 
tlie  country  about  the  sources  of  the  Mississippi, 
are  decidedly  the  most  favored.  Besides  their  na- 
tural resources  of  fish,  wild  rice  and  maple  sugar, 
with  the  addition  of  abundance  of  game,  the  cli- 


Corn,  wheat,  barley,  oats  and  pulse.     The  pouto  i^| 
of  a  superior  quality   to  that  of  the  middle  st;ite^ 
oftho  Union." 

More  has  been  said  upon  the  tcmiwraturc  and 
climate  of  Minnesota  for  the  reason  that  whatever 
character  it  iK)SS<s8es  in  this  respect  has  an  im- 
portiuit  bearing  ui)on  the  estimate  to  l)e  formed  ol 
the  climate  of  that  portion  of  the  proposed  route 
embraced  iu  the  valley  of  the  Upper  Missouri,  and 
included  within  the  limits  of  what  is  still  designa- 
ted as  the  Missouri  territory.  Thisrcgion,orthe por- 
tion of  it  through  which  the  profKwed  route  pass- 
es, is  in  the  same  latitude  with  the  limit  terns  ol 
Minnesota,  lying  in  a  direction  from  them  nearly 
due  west. 

Pursuing  this  line  to  the  Pacific  it  meets  the 
coast  where  the  mean  temperature  is  55,°  or  11  J° 
higher  than  at  the  Haul  terra  of  Minnesota,  an  a- 
mount  considerably  greater  than  is  due  to  any  dif- 
ference in  elevation  compared  with  the  sea  level; 
from  300  to  350  feet  of  elevation  causing  a  dif 
ference  in  the  mean  temperature  of  one  degree. 

With  no  local  causes  to  influence  the  temi)ora 
ture,  it  would  be  very  proper  to  assume  a  gradu- 
al amelioration  in  proceeding  westward  from  the 
Haut  terrcs,  particularly  after  leaving  the  Cotcan 
du  Missouri.  Owing,  however,  to  the  gradual  in- 
crease in  the. elevation  of  the  country  iu  part,  ;md 
in  part  to  the  nearer  approach  to  the  mountains, 
an  average  of  41°  for  the  region  in  question,  cor- 
respotiding  to  the  temperature  of  St.  Johns  in  N. 
Brunswick,  or  Halifax,  N.  S.,  is  believed  to  be  a 
verj'  fair  estimate.  Lewis  and  Clark  who  wintered 
at  the  Mandan  village,  do  not  represent  the  weath- 
er as  being  on  the  whole  severe,  although  at  times 
extremely  cold.  They  state  that  the  "Rickarees 
cultivate  Indian  corn,  or  maize,  beans,  pumpkins, 
water  melons,  squashes,  and  a  species  of  tobacco 
peculiar  to  themselves,"  productions  similar  to 
those  raised  in  the  valleys  of  New  England.  On 
the  22d  Oct.  a  parly  of  Sioux  arrived  with  "no 
other  covering  but  a  piece  of  cloth  or  skin  about 
the  middle."  Cold  weather  set  in  the  last  of  Nov- 
ember and  on  the  7th  December  the  river  was 
closed  by  ice.  During  the  latter  part  of  Decern 
ber  the  weather  was  moderate.  It  was  cold  again 
from  the  3d  to  the  14th  of  January.  After  that 
moderate  and  pleasant  to  the  breaking  up  of  the 
ice  in  the  river  on  the  2Gth  of  March.  On  the  first 
of  April  w;i8  a  heavy  fall  of  rain  noticed  a.**  the  first 
of  Jiny  consequence  which  had  fallen  since  the  15th 
of  October.  The  deer,  the  elk  and  the  bufialo  were 
found  on  the  prairies  during  the  whole  wiutiT.  On 
the  13th  of  February  59  of  these  animals  were 
killed,  their  condition  of  course  not  as  good  as  in 
a  more  favorable  season,  but  the  fact  that  they 
are  able  to  subsist  on  the  open  prairies,  is  indica- 
tive of  a  very  mild  climate  for  so  high  a  lati- 
tude. 

Gov.  Simpson  in  describing  the  pro<luctions  at 
Fort  Carleton  on  the  Saskatshawin  river  lat.  52-^ 
51'  N.  600  miles  west  of  Re<l  river,  and  1100  feet 
above  the  sea,  says  that  "the  country  in  the  vicini- 
ty produces  potatoes  and  other  vegetables.  Wheal 
succeeds  sometimes  but  is  often  destroyed  by  the 
frosts  of  Autumn."  At  Edmonton,  l.it.  64°  N.  on 
the  same  river  near  to  the  Rocky  mountains  and  to 
the  lofty  peaks  of  Mounts  Brown  ond  Hooker,  he 
states  that  'potatoes,  turnips,  and  other  hardy 
vegetables  are  grown,  but  the  wheat  is  destroyed 


mat«  is  fouod  to  b«  well  adapted  to  the  ciUture  ofj  bj  the  eio-ly  frosts. ' 


He  informs  us  also  that  the  buffalo  are  "incredi- 
bly numerous  '  in  that  region,  and  that  in  1829  ho 
"saw  Icn  t/ioimaiid  mired  in  a  single  ford  of  the 
Saskatshawin." 

This  reginn  is  over  four  huadrcil  miles  Iu  the 
north,  oftho  route  proposed  for  the  Pacilic  railroad, 
a  difrercnee  as  great  as  that  between  the  cities  of 
.\e\v  York  and  Quebec. 

At  Fort  Union  at  the  mouth  of  the  Yellowstone, 
where  there  is  a  i»ost  of  the  .\merican  Fur  Compa- 
ny, the  productions  of  the  soil  do  not  differ  much 
from  those  at  the  .Mandan  villages.  A  gentleman 
resitlir.g  in  Mi>.souri  relates  on  the  authority  of 
one  of  the  partners  of  the  American  Fur  Company 
iliat  "the  Missouri  at  that  place  freezes  over  about 
the  first  ot;  December,  %nd  oix-ns  about  the  middle 
of  March.  The  u;)per  Missouri  among  the  Black- 
feet  being  sheltered  by  the  mountains,  oi>cns  a 
liltlc  earlier,  and  the  irinU'T  in  tkal  section  issotne- 
wkat  viddcr.  With  regard  to  the  vegetables 
it  depends  very  n\uch  upon  the  character  of  tho 
se;i.son  whether  regular  or  wet  or  dry.  .Suect-vsi 
depends  upon  this.  Sometimes  they  }iavetwo  months 
without  rain,  and  then  long  si>ells  of  rain.  The  In- 
dians cultivate  a  little  of  what  is  callfl  the  six 
weeks  or  Canadian  corn,  and  also  some  of  the  gar- 
den vegetables.  The  soil  varies,  some  of  it  is  ex- 
cellent, especially  in  the  vallies ;  but  on  the  plains 
there  is  but  little  soil.  The  grass  is  burned  over 
twice  a  year,  and  remains  green  under  the  snow, 
and  the  cattle  are  not  sheltere*!  or  fed,  but  dig 
away  the  snow  and  the  cattle  feed  themselves. — 
The  winters  are  probably  about  the  same  as  in 
Northern  New  York.  Were  the  fires  kept  out  tho 
timber  would  grow  as  on  our  Western  Prairies." 

The  descriptions  above  given,  includine  that  of 
Lewis  and  Clark  of  the  cotuitry  about  the  Upj>er 
Missouri  do  not  differ  from  that  of  Catlin,  wh«» 
spent  some  time  at  the  mouth  of  the  Y'ellow.sUiue, 
and  at  the  Mandan  villages. 

The  character  of  the  vegetation  of  the  Upper 
Missouri,  as  descril)ed  by  Lewis  and  Clark  aud 
others,  is  evidence  of  its  suitab]cnes.s  for  agricul- 
ture. Even  in  clo.se  proximity  to  the  mountains, 
the  climaU!  does  not  api>ear  to  be  so  rigorous  as  to 
prevent  its  beingan  excellent  grazing  coimtry.  On 
the  plain,  above  the  Great  Falls,  in  the  vicinity  of 
Medicine  river,  where  the  soil  is  represented  as 
more  thin  and  gravelly,  the  grass  was  nine  inch- 
es in  height,  and  the  cactus  was  in  bloom  ;  berries 
of  various  kinds  were  abundant  aud  the  buil'aia 
were  numerous.       -         - 

Following  up  the  main  river,  tl>r«*e  hundred 
miles  from  the  Falls,  the  grass  ui>on  the  river  bot- 
toms was  one  aud  a  half  to  two  feet  in  height. 
Gt)08eberries,  service  berries  and  several  varieties 
of  currants  were  abundant  ;dl  along  the  river.  A 
species  of  thix  was  likewise  .seen,  aud  the  sun- 
flower also,  and  this  vegetable  was  observed  to 
flourish  at  least  one  hundred  and  sixty  miles  marer 
to  the  highest  and  suow-capj>e»l  portions  01  the 
Rocky  mountains,  tiian  it  is  pro{>oscd  to  ajtproach 
them  by  tho  railroad. 

Further  to  the  north,  !>etween  the  two  br.'iuche^ 
of  the  Saskatshawin,  Father  De  Sm<'t|say»  that  the 
country  adjacent  t«>  the  mountains  is  "extreme- 
ly fertile,  abounding  in  ^fo rests,  plains,  prairies, 
lakes  and  streams.  FoivsLs  of  pine,  cypress,  i-tc., 
occupy  a  large  portion  of  it,  covering  the  declivi- 
ties of  the  mountains,  and  branches  of  the  ri  rer. 
The  country  is  capable  of  supporting  a  large  pop- 
ulation, Audtbe  soil  is  suitable  for  the  producx!  of 
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barli-y,  corn,  potatots  and  beans,  wliich  grow  hero 
as  well  as  in  the  more  southern  countries.  An  ac- 
tive and  enterprising  population  .ire  destined  to 
fill  this  spacious  void,  and  flocks  and  herds  will 
graze  on  the  beautiful  meadows  and  plains  of  this 
extensive  region." 

The  extract  from  the  journal  of  Capt.  Lewis,  al- 
ready given,  confirmed  by  the  stalements  of  Ser- 
geant Gass,  relating  to  thfe  Pas-s  from  Clarke,  river 
to  the  Missouri,  when  carefully  examined,  must 
prmluce  conviction  of  its  entire  prnctieabiHty  for 
the  purposes  of  a  railroad,  and  that  the  tempera- 
ture or  climate  cannot  in  any  portion  of  it  be 
much  more  seveio  or  intoleiable  than  is  expe- 
rienced during  the  winter  season  on  some  of  the 
mountain  i)a»scs,  where  railways  are  now  uninter- 
ruptedly conveying  passengei-i  and  freight  in  the 
northern  portions  of  New  York,  Vermont  and  New 
Hampshire. 

Ou  entering  the  valley  of  Ciarks  river,  we  find  a 
region  where  there  is  a  rich  vegetation.  It  was 
here  tiiat  wild  horses  wero  seen  by  Captain  Lewis. 


river.  This  latter,  he  say.s,  is  a  beaut  iCul  stream, 
flowing  through  a  "delightful  valley"  of  100 miles 
in  extent  north  of  Flathead  Lake. 

The  soil  of  St.  Marys  he  states  "yields  abundant 
crops  of  wheat,  oats  and  potatoes.  The  rich  prai- 
rie is  cai)able  of  supporting  thousands  of  cattle. 
St.  .Marjs,  or  Bitterroot  Valley,  two  hundred  miles 
in  extent,  is  one  of  the  finest  in  the  mountains. 
In  the  cultivation  of  the  soil  irrigation  is  necessa- 
ry in  consequence  of  the  long  summer  drought 
that  prevails,  commencing  in  April  and  ending  on- 
ly in  October." 

"This  difficulty,  however,  if  the  country  should 
ever  be  thiokly  settled  can  be  easily  obviated  as 
the  whole  region  is  well  supplied  with  numerous 
streams  and  rivulets.  These  remarks  apply  also 
to  the  vallies  contiguous  to  the  St.  Marys  The 
streams  contain  abundance  of  fish  especially 
trout." 

The  Mission  Station  of  St.  Ignatius  is  situated 
on  the  north  side  of  Ciarks  river,  thirty  to  forty 
miles  from  its  mouth,  just  above  the  portion  which 


and  they  were  represented  by  the  Indians  to  be  nu-   {g  "obstructed  by  insurmountable  Falls  and  Rap 
merous.     The  region  is  now  known  by   the  name 
of  the  "  Horse  Plain,"  and  it  ia  here  that  the  Mis- 
sion Station  of  St.  Mary  is  situated, 

All  accounts  agree  in  stating  that  this  valley  is 
well  timbered.  Bradford  represents  the  river  as 
flowing  through  "extensive  and  fertile  vallies  and 
level  plains." 

Mr.  Schoolcraft  In  a  recent  conlnumication  to 
the  public  respecting  this  portion  of  the  Great 
Valley  of  the  Columbia,  describes  it  under  the  new 
name  of  El  I/ara"  as  well  timbered,  with  a  pro- 
ductive soil,  a  favorable  climate  and  capable  of 
supporting  a  laige  population. 

This  also  is  the  character  given  of  it  in  Irving's 
Astoria. 

Although  elevated  on  the  average  twenty-five 
hundred  feet  above  the  level  of  the  sea,  in  lat  47° 
to  48"  N.,  it  has  not  a  veiy  rigorous  climate.  A 
series  of  observations  continued  through  3  years 
at  Lapwai,  in  Middle  Oregon,  lat.  46°  27'  N.,Iong. 
118''  W.,  gives  for  the  mean  annual  temperature 
at  that  place  53>3°  F. 

Fort  Colville  is  in  the  same  valley  in  lat.  48°  37' 
N.  The  distance  and  ditferencu  of  elevation  being 
both  tak-'n  into  account,  will  make  the  mean  tem- 
perature of  Fort  Colville  about  48,°  the  same  as 
Albany  or  Troy  in  New  York,  and  give  for  the 
mean  temperature  of  the  Ciarks  river  valley  about 
44,°  the  same  nearly  as  Green  Bay,  Wisconsin, 
Cherry  Valley,  N.  Y.,  or  Dover,  N.  H. 

Com.  Wilkes,  states  that  L.ake  Kalispel  is  86 
miles  long  and  8  wide.  The  country  around  is 
rich  and  beautiful,  covered  above  and  below  with 
pines  and  spruces,  with  occasional  spots  of  rich 
bottom  land.  At  the  forks  60  miles  above,  aecord- 
ing  to  Farnham,  is  a  post  of  the  Hudson's  Bay 
Company,  lie  slates  that  "a  rich  and  beautiful 
country  spreads  ofl  from  Lake  Kalispel  in  all  di- 
recti<}ns,"  and  that  the  "ritlgts"  which  separate 
the  sources  of  the  Ciarks  river  from  those  of  the 
Missouri  and  Sabkatsbawin,  "are  said  to  be  easy  to 


pass." 

The  Mission  Station  of  St.  Marjs,  already  .spo- 
ken of,  is  .situated  in  the  upper  part  of  the  Valley 
of  Ciarks  River,  on  the  main  south  branch,  which 
Father  DeSmet  calls  the  St.  Marys,  for  the  reason 
that  the  mirth  bnmch,  which  passes  through  Flat- 


bcaU  Uiiti,  btfiog  Ibo  longest,  is  properly  the  maio  of  all  kinds  aboimds,   and    wb«re   (Ue  great- 


ids."     It  stands  on  a  "beautiful  prairie   of  three 
miles  in  extent,  surrounded  by  cedar  and  pine." 

Between  Ciarks  river  and  the  Spokane,  and 
leading  lowards  Colville,  is  a  "beautiful  valley,  a- 
greeably  diversified  by  plains  and  forests."  The 
upper  portion  of  the  Spokane  valley  is  of  a  similar 
character,  the  trees  attaining  an  immense  size,  but 
lower  down  it  is  denuded  of  timber,  a  character 
which  appertains  to  the  high  plains  of  the  Colum- 
bia, which  spread  oft'  south  towards  the  Lewis 
river. 

The  air  of  this  whole  region  is  pure  and  bracing 
and  the  climate  excellent.  In  all  the  upper  por- 
tion of  the  Columbia  Valley  it  has  the  same  char- 
acter. The  soil  is  good,  though  in  some  places 
light,  and  "  the  declivities  of  the  mountains  are 
studded  with  inexhaustible  forests,  ui  which  the 
larch  tree,  pine  of diftlrcnt  species,  cedar  and  cy- 
press abound." 

Joseph  Dunn  who  was  some  time  in  the  service 
of  the  Hudson's  Bay  Company  states  that  "the 
country  of  the  Flatheads  presents  a  pleasing  diver- 
sity of  woods  and  plains,  valleys  and  mountains, 
lakes  and  rivers,  and  is  well  stocked  with  deer, 
mountain  sheep,  beavers,  otters,  martins,  wolves, 
lynxes,  etc.,  wild  fowl  and  fish,  besides  esculent 
roots,  so  that  they  have  abundant  means  of  sub- 
sistence and  clothing,  and  of  traffic  as  well."  From 
the  mouth  of  the  Yellowstone,  as  far  west  as  the 
Columbia,  the  country  is  now  possessed  mainly  by 
three  very  numerous  and  powerful  tribes  of  In- 
dians, the  Crows,  the  Blackfeet,  and  the  Flat- 
he.ads,  as  they  are  commonly  called,  although  not 
entitled  to  that  name  from  any  custom  they  have 
of  flattening  the  head  which  is  practiced  by  some 
tribes  nearer  to  the  Pacific.  The  Crows  occupy 
the  country  drained  by  the  Yellowatone  and  its 
tributaries.  The  Blackfeet  that  of  the  Upper  Mis- 
souri, extending  across  to  the  Saikatshawin,  and 
the  Flatheads  the  valley  of  Ciarks  river,  and  coun- 
try adjacent  to  the  north  and  south.  These  tribes 
may  properly  be  considered  as  among  the  first,  if 
not  the  very  first  of  the  tribes  of  North  America. 
Their  persons  are  finely  formed,  they  possess 
great  intelligence  and  practice  many  of  the  virtues 
of  civilised  life.  They  live  in  a  country  and  a  cli- 
mate which  they  consider  delightful,  where  game 


est  ills  tliey  sufllr  are  those  consequent  upon 
their  inter-tribal  feuds,  and  contact  with  the 
Whites,  or  rather  with  that  portion  of  the  Whites 
who  with  more  than  savage  appetites  for  what  is 
vicious  and  base,  flee  the  limits  of  civilization,  and 
inflict  by  their  example  and  otherwi.se,  'ipon  tln3 
untutored  Indians,  an  amount  of  evil  the  magni- 
tude of  which  cannot  easily  be  computed. 

The  fact  that  the  tribes  naiqcd  possess  the  char- 
acter above  described  is  evidence  of  the  favorable 
soil  and  climate  and  great  productiveness  of  the 
region  of  country  which  they  inhabit,  and  of  its 
capabilities  for  the  developement  of  animal  life, 
andgfof  sustaining  a  large  population. 

At  Foi-t  Colville  as  stated  by  Wilkes  "  wheat  is 
the  grain  most  cultivated,  being  considered  more 
profltable  than  oats,  barley  or  rye.  Indian  Corn 
(Zeamays)  succeeds  here  admirably." 

Gov.  Simpson  who  crossed  the  Rocky  Mountains 
as  already  stated  some  distance  north  of  the  na- 
tional boundary,  describes  the  country  along  the 
Kotoonais  and  across  to  the  Kalispel  lukc  as 
densely  wooded,  the  forests  in  many  places  intri- 
cate and  difllcult  to  penetrate.  On  the  Grand 
que'tc  branch  of  the  Katoonais  he  savf  "  sixteen 
sorts  of  pine"  and  "  twelve  difiVrent  kinds  of 
berries."  Soon  after  passing  the  main  summit  to 
the  west  side  of  the  mountains  he  saw  "  recent 
marks  of  the  bvffalo,  antelope,  sheep,  moose,  and 
red  deer." 

From  the  Kotoonais  river  he  passed  across  to 
Ciarks  river  valley,  which  he  describes  as  "  well 
covered  with  excellent  timber,  bounded  ou  either 
side  by  a  line  of  lofty  hills,  soil  rich,  and  st:eam 
navigable,  except  at  one  casciidc  where  a  portage 
was  necessary." 

He  informs  us  that  the  wheat  grown  at  Fort 
Colville  "  weighs  63  to  65  lbs.  per  bushel.  Maize 
flourishes  but  docs  not  ripen  until  September 
Peas,  potatoes,  oats,  barley,  melons,  cucumbers, 
etc.,  are  plentiful.  The  winter  is  many  degrees 
milder  than  in  the  same  parallel  on  the  eastern 
side  of  the  mountains."  "  Amongst  the  wild 
flowers  in  the  neighborhood  of  the  Fort  are  the 
helianthus,  lupin,  monkshood,  and  the  fuschia,  in 
great  abundance."  This  latter  particularly  denotes 
a  mild  climate,  and  tor  ground  elevated  over  2000 
feet  above  the  sea  and  near  to  the  latitude  of  49° 
N.  shows  a  great  diflerence  in  the  temperature  be- 
tween the  eastern  and  western  side  of  the  conti- 
nent. From  the  crops  raised  in  the  vicinity  of 
Fort  Colville  most  of  the  posts  of  the  Hudsons 
Bay  Company  at  the  north  get  their  supplies. 

At  the  Chaudiere  Falls  salmon  are  taken  in 
great  numbers,  as  they  are  in  all  parts  of  the  Co- 
lumbia below.  They  ascend  quite  to  the  head 
of  the  main  river,  and  will  form  a  very  important 
source  of  wealth  to  the  couniry.  This  remark 
also  applies  to  the  waters  connected  with  the 
straits  of  De  Fuca,  which  are  very  richly  stored 
with  fish  of  all  kinds. 

From  Fort  Colville  to  Okanagan  in  the  valley  of 
the  Columbia,  the  climate  and  temperature  does 
not  vary  much  from  that  of  Fort  Colville,  the 
causes  which  have  influence  on  both  being  nearly 
the  same ;  but  between  Fort  Okanagan  and  the  Pa- 
cific are  the  Cascade  Mountains,  a  serrated  range 
about  5000  feet  high  with  three  or  four  conical 
peaks  in  the  territory  of  Washington,  rising  to  more 
than  double  that  height.  These  latter  only  are 
covered  with  perpetual  suow,  the  remainder  of  the 
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range  is  clothed  with  a  dense  forest  to  its  suianait. 
There  are,  doubtless,  some  twenty  or  thirty  miles 
of  the  estimated  entire  distance  of  130  miles,  where 
tlie  temperature  is  too  low  and  the  snows  lie  too 
long  to  render  it  available  for  other  than  grazing  or 
pastoral  purposes.  This  range  although  having, 
undoubtedly,  a  milder  temperature  than  is  found 
in  the  Rocky  Mountaius  at  the  same  elevation, 
and  in  the  same  latitude,  yet  Irom  its  exposed  io 
Bitioa  is  subject  to  snows  of  greater  depth  and  to 
frequent  and  greater  changes  of  temperature. 

The  mean  annual  teraperatnre  of  48°  F.  which 
Is  found  in  the  valley  of  the  Columbia  at  an  eleva- 
tion of  2000  feet  above  the  sea  undoubtedly  pre- 
vails in  the  same  latitude  on  the  west  side  of  the 
Cascade  range  at  an  elevation  of  nearly  3000  feet, 
and  from  that  limit  to  the  shore  of  the  ocean  goes 
on  increasing  until  it  roaches  53°  or  65°  a.s  ascer- 
tained approxim.itely  by  Com.  Wilkes. 

In  the  region  between  the  Cascade  Mountains 
and  the  Pacific,  a  temperature  prevails  which  is 
even  milder  than  in  the  same  latitude  on  the  west- 
ern coast  of  Europe.  Paris,  which  is  situated  in 
latitude  48°  50'  N.  has  a  mean  annual  tempera- 
ture of  only  61  C-10°  F.  or  four  or  five  degrees  less 
than  is  found  in  the  same  latitude  in  the  waters 
of  the  Jtraits  of  De  Fuca.  Proceeding  northward 
along  the  Pacific  coast  the  same  relatively  mild 
climate  continues.  Wheat,  barley,  potatoes,  and 
turnips  are  all  grown  at  Fort  Alexandria,  two  hun- 
dred and  fifty  miles  north  of  the  national  bounda- 
ry 

In  Irving's  Astoria  the  mildness  and  equability  of 
the  climate  west  of  the  Rocky  Mountains  in  the 
valley  of  the  Columbia  is  noticed  as  remarkable. 
"  The  rigorous  winters  and  sultry  summers  and 
all  the  capricious  inequalities  of  temperature  pre- 
valent on  the  Atlantic  side  of  the  mountains  are 
but  little  felt  on  their  Avestern  declivities.'  The 
weather  for  most  of  the  year  is  "  serene  and  de- 
lightful." 

Of  the  country  between  the  Cascade  Mountains 
and  the  Paeiflc,  a  gentleman,  Mr.  Hall, 
thus  speaks,  after  a  fire  years  residence  at  Puget 
i  Sound.  "  Having  travelled  through  every  State 
ill  the  Union,  I  can  safuly  aver  that  I  have  never 
found  a  pi.ace  to  equal  that  delightful  country  for 
healthfulness,  beauty  of  scenery,  and  unvarying 
temi)erature.''  lie  represents  the  land  in  gene- 
ral as  well  adapted  for  cultivation  and  pasturage. 
Potatoes  of  a  dry  and  excellent  quality,  onions, 
cabbages,  turnip.'',  carrots,  parsnips,  wheat  and 
oats,  all  iiroincG  abundantly.  "  The  pasturage 
gen<irally  is  good  throughout  the  year  and  no  far- 
mer thinks  of  providing  fodder  for  his  stock  during 
the  winter.  The  winters  are  very  mild  and  snow 
is  rarely  more  tha»i  an  inch  deep."  He  also  states 
that  "  the  timber,  r>f  which  there  is  a  great  abun- 
dance, particularly. cedar  and  tir,  is  of  the  largest 
«nd  finest  (jnality.  In  short  the  purity  of  the  air, 
the  luxuriant  pi-«Jrie.s,  the  forests  of  noble  tall 
trees  on  every  side,  the  never  failing  springs  of 
purest  water,  the  innumerable  lakes,  an  almost 
profuse  abun  lance  of  game  and  (ish,  ail  conspire 
to  render  it  one  of  the  most  delightful  countries  of 
the  world." 

Tiie  soil  near  the  sea  coa«!t  is  described  in  Ir- 
^ing's  Astoria,  as  inferior  in  character  generally 
compared  with  that  of  the  interior,  and  in  conse- 
i.uence,  the  vegetation  of  tlie  latter  is  more  abun- 
dant.   '•  The  face  of  the  country  is  kept  fresh  and 


verdant  by  nightly  dews  and  occasionally  by  the 
humid  fogs  in  the  morning,  the  latter  not  prejudi- 
cial to  healtli."  y 

Com.  Wilkes,  Gov.  Simpson,  and  other  writers 
concur  in  giving  to  the  region  in  question  a  re- 
markabh-  favorable  character  in  respect  to  soil 
and  climate.  Near  the  coast  the  soil  is  not  so  pro- 
ductive, but  in  tiie  interior  where  the  surface  is 
free  from  rock,  it  is  ofan  excellent  quality  inmost 
places.  The  latter  remarks,  particularly  of  the 
country  lying  to  the  north  of  the  national  bounda- 
ry on  the  sea-coast,  that  the  region  in  which  is  in- 
cluded the  southern  part  of  Vancouvers  Island 
"is  well  adapted  for  colonization,  for  in  addition  to 
a  tolerable  soil  and  a  moderate  climate,  it  i>osse8s- 
es  excelltnt  harbors  and  abundance  of  timber.  It 
will,  doubtless,  become  in  time  the  most  valuable 
section  of  the  whole  coast  above  California."' 

South  of  Puget  Sound  for  sixty  miles  he  de- 
scribes the  country  as  "  watered  by  many  streams 
and  lakes"  and  composed  of  bells  of  wood  and 
plains  well  adapted  to  tillage  and  pasturagir.  The 
belts  of  wood  composed  of  stately  cedars  and 
pines,  many  rising  without  a  branch  or  btud  to  a 
height  of  150  feet.'' 

The  extraordinary  magnitude  attained  by  the 
forest  trees  in  that  part  of  the  co.ist  of  the  Pacific 
has  been  remarked  by  all  who  have  visited  that 
region.  This  remarkable  growth  d(X;s  not  appear 
to  be  confined  altogether  to  the  country  along  the 
coast. 

Mr.  Douglass,  a  distinguished  botanist,  while 
parsing  up  the  viUley  of  the  Columbia. to  Fort 
Colville,  saw  many  kinds  of  pints,  some  of  which 
by  measurement  were  thirty  feet  in  circumference 
and  "  several  which  had  been  levelled  to  the 
ground  by  the  storms  were  145  fctt  long,  with 
wood  jierfectly  clear  and  strong.  ' 

Of  the  excellence  of  the  climate  and  general 
good  character  of  the  soil  of  this  iK>rtion  of  the 
country,  no  more  will  at  jjresent  bo  said.  Both  are 
beyond  question  well  adapted  for  the  succes.sful 
development  of  both  vegetable  and  animal  life. 

Minerals. 

Of  the  mineral  resources  of  the  country  through, 
or  near  which,  the  proposed  northern  railroad 
route  to  the  Pacific  passes,  enough  is  known  from 
such  partial  and  imperfect  explorations  as  have 
bren  made  to  make  it  certain  that  they  are  quite 
valuable  and  extensive. 

The  route  after  leaving  Illinois  passes  along  the 
eastern  and  north-eastern  margin  of  the  grtal  lead 
district  of  south-western  Wisconsin  with  which  a 
connection  is  in  progress  by  means  of  the  Southern 
Wisconsin  railroad  from  Janesville,  a  district 
which  now  sends  annually  to  market  forty  to  fifty 
millions  of  pounds  of  met;il. 

On  the  Upper  Mi.'^si.ssippi  it  passes  near  to  the 
vvestern  extremity  of  the  great  copper  region  o) 
Lake  Superior  w  ith  which  it  will  be  a  onvenient 
mode  of  communicalion,  by  brau' hos  leadiug 
northwardly  up  the  vallies  of  the  tributaries  of 
the  Mississippi,  which  have  their  sources  in  the 
region  in  question.  From  d'scovcrios  recently 
made  it  is  probable  that  silver  will  also  become 
one  of  the  valuable  productions  of  this  region, 
and  it  is  now  known  that  in  middle  and  northern 
Wisconsin  there  are  ores  of  iron  in  various  locali. 
ties,  some  of  which  are  now  worked  producing 
metal  of  an  excellent  quality. 

Farther  on  in  north- western  Minnesota,  extend- 


ing into  Canada,  salt  lakes  »iid  bpiingN  arc  kn<>wu 
to  abound.  These  lie  to  the  West  of  what  is  CiiUed 
Devil's  Lake  on  the  map,  the  waters  of  which  are 
slightly  brackish.  This  salt  region  lies  a  little  to 
the  north  of  the  line  of  the  proposed  road  and 
covers  a  space  not  less  probably  than  6000  square 
miles  within  the  limits  of  the  United  States,  and 
judging  from  the  account  of  Gov.  Simpson  covers 
even  more  space  north  of  the  national  boundary. 
South  of  this  line  within  our  own  borders  there 
are  places  where  the  mineral  is  said  to  be  found 
in  great  purity.  From  the  remarks  wliich  follow 
it  will  be  seen  that  there  is  probably  in  close 
proximify  to  this  region,  a  supply  of  biiuminou<i 
coal. 

Should  this  opinion  prove  correct,  salt  will  in 
time  be  manufactured  here,  in  great  amount,  and 
become  an  important  article  of  commerce.  From 
this  source,  owing  to  the  probalile  cheapness  of 
its  manufacture  and  facilities  of  communication 
most  of  the  population  of  the  Missishippi  and  Mis- 
souri vallies,  as  far  down  as  the  mouth  of  the  lat- 
ter, and  of  ihe  Upper  St.  Lawrence  valley,  as  far 
as  Lake  Eric,  will  most  probably  ia  time  receive 
their  supply  of  salt.  The  di.«-trict  which  embraces 
the  salt  lakes  and  springs  is  elevated  about  2000 
feet  above  the  level  of  the  sea,  and  the  atmosjihcre 
is  in  genera!  very  pure  and  dry,  circumstances 
favorable  to  the  cheap  manufacture  of  salt 
whether  produced  by  evai>oration  in  the  open  air 
or  by  the  artiticial  means  in  uss  at  most  at  th« 
rait  works  in  the  country. 

Within  the  limits  of  Minnesota,  to  the  south  of 
the  })roposed  route  are  the  famed  red  pipe  stone 
ijuarrie?,  which  promise  to  be  of  considerable 
value  in  the  arts.  The  locality  of  this  stone 
nearest  to  the  route  is  in  Wisconsin  at  the  Lead 
of  a  branch  of  Chippeway  river  which  joins  the 
Mississippi  near  the  lower  end  of  LikSce  Pepin. 

Between  Fort  Clark  or  Fort  M'indan  and  the 
Falls  of  the  Missouri  mineral  coal  of  the  bitumi- 
nous character  ha.";  been  observed  in  various 
places  where  it  appears  in  the  banks  of  the  Mis- 
souri river.  Lewis  and  Clark  testify  to  this  and 
their  evidence  is  confirmed  by  Culbtrtson.  Wyeth 
informs  us  that  the  banks  of  the  Yellowstone 
below  the  Bighorn  "  are  iu  many  places  precipi- 
tous with  strata  of  bituminous  coal  "  and  Capt. 
Bonneville  mentions  a  mount.-^in  on  the  Powder 
I  iver  branch  of  the  Yellowstone  as  "  abouiiding  in 
anthraciie  coal."  The  existence  of  coal  near  the 
surface  and  directly  on  the  proposlfl  route,  ex- 
tending Uirough  ten  degrees  of  longitude  is  a  con- 
!sideration  of  great  importancf. 

This  immense  coal  field  in  all  probability  under- 
lies the  entire  jjlain  which  stretches  northwardly 
from  the  Missouri  to  the  Sasketshawin.and  A:isini- 
lx>ine  rivers,  including  the  region  oceupied  hy  the 
salt  lakes  and  ^prinJ:s  above  dtsciibod. 

Crov.  Simpson  spt  aks  of  coal  as  appearing  in 
the  banks  of  the  SaskoU-ihawin  river  at  Fo't  Ed- 
monton, a  iK)uit  very  near  tlie  ea.stem  base  of  the 
Rocky  mountain?.  Father  De  Sunt  saw  coal  on 
the  banks  of  Red  Deer  River.  lie  aI^o  saw  "foun- 
tains which  i)roduce  sulphur",  and  sa'tpctrc  he 
states  "  is  found  in  abundance,  and  iron  is  not 
scarce  in  ra.'iny  parts  of  tht*mountains.  ' 

Lew  is  and  Clark  observe  1  limestone  at  several 
points  in  the  valley  of  the  Upjxr  Missouri.  It  ex- 
tends in  p'aces  far  into  the  passes  of  the  motin- 
taiiis.     They  observed  it  on  the  upi>er  part  of 
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Jefterson  river.  They  also  s«w  sajidstoiip,  on  Ific 
Missouri,  and  granite  was  met  witli  in  the  moun- 
tains. Matorial.s  of  this  character  apm-ar  there- 
fore to  he  abnndam  for  construction,  and  being 
situated  near  tlie  river,  wliich  i.s  nnvi|j;able  for  so 
many  hundreds  of  miles,  can  be  trijnsportfdl  along 
the  valley  at  no  very  great  cost. 

The  ••xistenco  of  liiuestone  in  large  quimtilies 
And  spread  over  a  frreat  extent  of  surface,  is  evi- 
dence of  the  i>robability  that  iocalilies  may  here- 
after be  found,  producing  marble  of  a  (juality 
suited  to  various  purposes  in  the  arts. 

Robt.  Stuart,  wiio  passed  in  1812  frotn  the 
Tetons  ea.sterly  along  tli<'  mountains  which  sepa- 
rate the  waters  of  Ihe  Upper  Missouri  from  those 
of  the  Columbia  and  ('olorado,  describes  a  spe- 
cies of  clay,  found  in  the  mountains,  "from  jwhieh 
the  Indians  ni;ike  pots,  .i;os,  &e.  it  is  very  line 
and  light,  of  a  brown  color  sjiotted  with  yu'llow ; 
vessels  manufactured  of  it  are  said  to  impart  a 
pleasant  smell  and  flavor  to  any  liijuidsj"  lie 
state.s  that  "  these  moutitains  abound  als6  with 
mineral  earths  or  chalks  af  various  colors,  C8[»e- 
cjally  two  kinds  of  ochre,  om-  ;i  p.de  tlie  other 
a  bright  red,  like  vermilion,  much  used  by  the 
Indians  in  paintmg  their  bodies." 

Of  tho  region  embraced  between  the  Falls  of 
the  Missouri  and  the  western  slope  of  the  Cas- 
cade Mouiitaius,  but  little  is  as  yet  known  as  to 
its  mineralogical  uharacler. 

That  it  does  contain  minerals  of  value  is  to 
ho  inftned  from  information  derive<l  from  various 
sources,  .md  from  the  chanjje  in  the  gcoIo;jiral 
formation  of  the  country  already  alluded  to  as 
taking  place  at  the  48th  jiaralkl  of  latitude. 

Thornton  informs  as  on  the  authority  of  Dr. 
Whitman,  the  Missionary  who  was  murdered  by 
the  Indians  at  Wallawalla,  tliat  the  latter  "  fre- 
«iuently  l>rought  cojiper  from  a  |>liiee  north  of  his 
Btation,"  and  that  judging  from  the  infoiniaiion 
which  lie  obtained  "  its  locality  was  somewhere 
^outh  of  the  4'.»th  parallel."'  lie  als«)  states  that 
"  Mr.  Rieard,  the  late  Attorney  (Jcneral  of  the  Ha- 
waiian islands,  brought  to*)regon  a  specimen  of 
platina  obtained  from  a  Flathead  Indian,  which 
metal  the  savage  affirmed  was  very  abundant  at 
one  locality  in  the  country  of  his  nation,  but  he 
refused  to  indicate  more  particularly.'" 

A  Mr.  Lattee  who  was,  during  many  yoar^,  in 
the  servico  of  the  Hudsons  Bay  Company  in- 
formed Mr.  Thortiloii  that  "'the  Indians  often 
brought  platina  and  silver  ore  to  the  trailing  post 
from  the  northern  extremity  if<^>uoen  Charlottes 
sound  ■  in  lat.  51°  N.  v.-hii  li  .seems  to  confirm  the 
truth  of  the  ]>revious  statement  of  the  existence 
of  those  metals  in  the  vicinity  of  the  latitude  of 
'10.  Father  He  Stnet  saw  'Marge  pieces  of  coal 
along  the  Kootanii>  river,  and  ^^as  convinced  that 
it  could  be  abrndanily  i)rocured."  He  fouiul  also 
"  great  nua.ititics  of  lead  on  the  surface  of  the 
earth",  and  t"iom  its  appearance  he  believed  that 
"it  conUilned  a  mixture  of  silver." 

Sir  John  Richardson  in  s}>eaking  of  the  jtro- 
bable  mineral  resounes  of  the  region  enibrae'd 
in  the  British  possissions  to  tb<'  north  of  the  lati- 
tude of -IIP  states  that  "it  would  be  tru(!  economy 
for  the  imperial  government,  or  the  lltulson's  P.ay 
Company  who  are  the  virtual  sovereigns  of  the 
It^rritoty,  to  a.soenain  wiilnnit  delay  the  mineral 
tJfa'*urca  which  it  i  ontains.  1  have  little  doubt,'" 
t;  fiftvs,  "ol'  j»«i»v  of  llic  {VcvcHkibjt)   iliNtriot.s 


abou;iding  in  metallic  wealth  of  far  greater  value  I  Jourwui    of  Raiuond  L.a\T. 

than  all  tho  returns  which  tho  fur  trale  can  ever'  '"^w  f.\r  i.s  a  tnARTBR  to  construct  a  railway 

yj,.],]    '  I  COMPCI-.'SORY. 

Mr.  Dunn  states  that  near  the  Pacific  towards  [  The  English  decisions  upon  this  subject,  do  not 
the  latitude  of  rA°  N.  "  great  quantities  of  virgin  ;  «c^"'>rfl,  the  Court  of  Exchequer  having  overruled 
copper  are  found,  some  of  it  is  worked  by  the! '■•'«'  of  the  Queens  Bench.  J-      , 

natives  into  a  kind  of  shield  about  two  feet  and  a       The  act  for  constructing  the  York  &  N.  Midland 
half  long,  and  one  foot  broad.'  >  railroad  reciU'd   that  "  the  formation  of  the  Coni- 

West  of  the  Cascade  Mountains  bit uniinous  coal  I  I'any  praying  to  be  incorporated  piomised  to  bo 
is  now  known  to  exist  in  largo  quantities  in  the  beneflcial  to  the  community,  and  that  the  Com- 
viuinity  of  the  waters  of  the  straits  of  De  Fuca    pany  were  willing  to  complete  the  proposed  rail- 


.Vccording  to  Thornton  an  "  inexhaustible  supply 
«)f  a  good  quality  may  be  had  upon  Vancourer's 
Island.    It  lies  near  the  surOiee,  is  gotten  out  with 


way,"  and  they  were  therefore  duly  empowered 
to  take  by  compulsion,  if  uecessarj-,  the  lands  re- 
quisite tor  their  purposes  and  invested  with  tha 


crow    bars  and    is   near  to   a  goml    anchorage."  j  ordinary  poweis  conferred  in  such  cases. 
Dunn  describes  it  to  bo  of  an  "  excellent  qnality,  |      Tho  Queen's   Bench  granted    a  Mandamus  in 
running  in  extensive  fields  and  e\en  in  clumpy  j  order  to  compel   the  Comparjy  to  finish  the  con- 
mounds,  and  mo.st  easily  worked  all  along   that  i  strnetion  as  originally  c<'ntfmplated. 
part  of  the  country."  j     But  a.s  above  stated,  the  Court  of  Exchequer 

Coal  has  since  been  discovered  in  the  vicinity  ofj  luis  reversed  this  decision,  and  declarer)  that  no 
Puget  Soutid,  and  to  llie  East  of  Admiralty  Inlet,,  duty  to  complete  the  work  was  imposed  u|)on  the 
and  a  company  has  been  fornjed  for  mining  it ;  Company  by  the  Charter ;  there  being  nothing  in 
within  the  territory  of  AVashingtOD.  I  the  subject  matter  to  which  the  Charter  rehitx'.'^, 

The  "Oregonian"  represents  it  as  abounding  in  iior  anything  in  the  langu.ige  thereof  which  indi- 
a  range  of  hills,  and  that  it  appeals  in  several  cales  juiy  intention  on  the  part  of  the  Legislature 
places  in  the  banks  of  the  Inlets  "within  a  few  !  of  imposing  on  the  Company  the  <;i//crt/^o?^  of  con- 
yards  of  deep  water  making  the  shipping    of  it  |  structing  the  track  in  question. 

(luite  ea.sy."  j      j^^r  did  the  Court  think  tfiat  the  merits  of  tho 

This  appears  to  be  the  .southern  limi',  or  very 
near  it,  of  the  bituminous  coal  on  the  coast  within 
our  own  territories,  none  having  as  yet  been  dis- 
covered south  of  that  point.  Of  its  value  in  view 
of  the  irumense  steam  marine  which  in  a  low  years 
will  be  traversing  the  waters  of  the  Pacific  from 
the  straits  ot  De  Fuca,  an  adequate  idea  can  now 
scarcely  be  formed.  Its  existence  there  to  the  »!X- 
tent  now  indicateil  will  be  of  greater  importance 
to  the  future  |)rosperity  of  the  territory  in  which 
it  is  situated  than  mines  of  gold  and  silver,  and 
if  to  this  be  added  the  wonderful  resources  of  the 
country  in  its  fon-sts  of  timber  and  general  cha- 
racter  of  the   soil,  it   gives    to  the  territory  ol 


question  were  in  any  degree  afilcted  by  the  fa.  t 
that  a  portion  of  the  road  was  already  completed. 
T.ie  Yark  and  North  Midland  Railwaij  Cn.  rs.  tfii 
Queen.  Ellis  cf-  Blackburn  England.  Common 
Lair  n.  p,  72. 

So  too  an  Act  in  relerence  to  the  Great  Western 
Railway  Company,  provided  that  defendant 
"  might  make  a  line  U)  R.  and  if  they  shouM  think 
fit,  a  branch  &c.:"  and  also  that  "the  line  to  H. 
should  commence  at  a  certain  place  named  and 
terminate  at  another"  and  that  "  the  branch  if 
constnicted  should  be  made  "  in  a  certain  way. 
This  Act  was  also    held  by  the  Conrt  of  Ev- 

Wasbington  the  means  ofcreating  and  maintaining  K"'^«1"0'"  "ot  to  be  binding  on  the  Railway  Coni- 

a  commercial  and  military  marine  not  possessed  |  P»"y-/''''''«'  Watern  liaihrmj  Co.  rs.  Ike  Huan. 

by  any  other  section  of  equal  extent  within  our  I  ^»  ^'^'^  '■^  ^-  ®*'** 

own  limits  on  the  coast  of  the  Pacific. 


To  be  rnnlinued. 


CUSTOM    OF    TR.ADE     IN     RKLATION    TO    COMMON 
CARRIKRS. 

SlAiiaasAii  Gap  Ratlroait.  A  common  carrier  who  received  on  a  canal  heal 

The  stockholders  of  this  road  have  authorized   a  lot  of  household  furniture   to  be  carried  from 


the  President  and  Directors  to  borrow  the  sum  of 
ftGOOjCfXt;  and  to  issne  the  bonds  of  the  company 
in   payment  thereof,  with   interest,  at  the  rate  of 


Lycoming  County  to  Philadelphia,  met  with  an 
accident  by  which  the  goods  were  partially  dan> 
aged.    No  express  contract  had  been  made  in  the 


six  per  cent.,  i>ayahle  senii-aiinnally,  the  said  c.use.  He  undertook  ujjon  an  action  for  damages 
bonds  to  be  i>aid  in  twenty  years  or  in  less  time.  |  brought  by  the  owner  of  the  goods  to  show  that 
.Vuthority  is  also  given  to  execute  such  mortgage  i  i,y  the  usage  of  the  business  he  w,»s  not  liable  for 
on  the  property  of  the  company,  as  may  be  neces-d.dnage  by  fire,  navigation  or  unavoidable  ac- 
sary  to  secure  the  payment  of  the  amount  bor-  {  cident. 

rowed.  xhe  Supreme  Court  disallowed  this  defense  and 

Ilnl  Imnre  niiil  Oltto  U  nil  road.  observed  that  they  looked   very  jealously  at  cut- 

We  learn  that  the  Board  ol  Directors  of  this  toms  which  trench  upon  common  law.  And  that 
company,  in  jnirsuance  of  th«*  project  of  laying  a  ,  a  local  usa^  in  order  to  be  available  must  be  an- 
second  track  between  Baliiiuore  and  Piedmont, ;  cient,  uniform,  and  notoricui^. 
havcde<"ided  to  apply  to  theCityCouusul  to  endorse  i  If  however  the  owner  of  the  goods  damaged 
the  bonds  of  the  company,  for  five  millions  of  dol- ;  had  been  shown  to  be  e,uilty  of  fraud  towards  tlje 
\rs.     Application  will  also  Iw  made  to  the  Alayor   carrier  us  by  eoncealiii":  the  value  of  the  articles 

entrusted  to  1dm,  or  by  deluding  him  in  regard 


to  call  an  •■.vtra  session  of  the  Council  to  act  on 
the  subject,  in  order  that  an  early  decision  may 
be  arrived  at.     It  will  be  necx'ssary  to   obtain  an 


to  them  by  his  own  assumed  carelesncss  of  man- 
nei-s,  or  by  making  fraudulent  representations  con- 


act  from  the  Legislature,  authorising  the   city  to.  cerning  their  value,  then  tho  carrier  would  have 
endorse  the  boiids,  btifuru  the  Iniiisaction  can  be'  been  diucljarg'.xl  from  his  liability.— C'^n^  n.  Hii^- 


il 
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i    Uisiributiuu  of  W«<gbt  of  Jjocoutoti'veif. 

The  greatest  iniprovoiuent  in  the  railway  has 
been  its  devchpem.cn t ;  by  extending  its  capacity 
through  the  best  use  of  the  principles  already  in 
possession.  The  duty  of  a  nVilway  is  to  assist  the 
transportation  of  loads,  and  these  arc  now  heavier, 
more  frequent,  and  must  bo  moved  at  higher 
speeds  than  formerly.  To  do  this,  heavier,  and 
more  numerous  engines  and  cars  must  be  run  at 
far  greater  speeds,  and  their  effect  is  to  h;isteii 
the  wear  of  the  road  ;  involving  now  in  a  montli, 
what  wou'd  have  once  been  the  depreciation  of  a 
year.  It  is  true  that  the  road  has  been  improved, 
but  not  in  the  same  ratio  of  advancement  as  the 
machinery.  The  rails  have  been  strengthened  by 
Avhich  the  relative  loss  of  iron,  taken  up  in  renew- 
als, has  been  reduced.  The  character  of  the  road 
bed  has  been  improved  and  the  bearings  of  tlu- 
rails  increased  in  number  and  peniianencc.  But 
the  hiws  of  pressure  and  resistance  have  not  and 
cannot  be  changed.  So  long  as  the  deniaudii  ot 
modern  transportatioii  could  be  met  without  a:- 
t-ravocajit,  althoagh  large,  wear  of  rail,  so  long 
there  was  j»rofit  in  accommodating  thcsedemands 

The  wear  of  rail  must  proceed  from  one  or  all 
of  the  three  causes  named,  viz:  greater  weiglit, 
greater  speed  and  grt'.iitcr ficqiiency  of  application 
of  both  these  elements.  Iron  is  however  known 
to  yield  soonest  to  the  heaviest  loads  or  strongest 
percussions.  Hence  the  increased  weii,'^<  of  mod 
ern  railway  trains,  aggravated  very  much  by  their 
increased  speed,  is  the  priTuipal,  and  the  greater 
frequency  of  their  application  tho  second arif  cause 
of  the  rapid  depreciation  of  rail  on  lines  which 
are  worked  to  tlK.ir  full  cai»acity.  A  bar  may  be 
crushed  by  a  single  load  of  twenty  tons,  while  the 
passage  over  it  of  ten  loads  of  two  tons  each  may 
produce  little  elf.-cf.  Upon  this  principle,  whicli 
seems  equally  well  grounded  in  reason  and  sup- 
ported in  f)raetiee,  it  ialheilistri/'udnn  />f  the  ireight 
of  railway  cquipmeiils  which  is  of  the  first  import- 
ance to  the  engineer,  inasmuch  as  it  is  the  oidy 
point  which  the  circumstances  of  our  transporta- 
tion will  allow  of  being  controlled,  while  the  rela- 
tion of  weight  to  the  resistance  of  rails  is  the  most 
important  of  .any  of  the  influences  which  tend  to 
produce  depreciation. 

The  greatest  increase  of  weighthas  been  made  in 
tlie  h)comolivc,and  it  is  from  this  part  of  the  equip- 
ment that  the  greatest  amount  of  deflection  and 
percussion  cf  rail  is  suffered.  The  loaded  car  seldom 
carries  over  two  tons  on  each  wheel,  and  on  no  road 
will  the  average  tonnage  be  as  much:  the  engine  has 
wheels  carrying  from  four  to  tive  and  a  half  tons 
each,  and  upon  which  the  load  is  constant.  It  is 
hard  to  estimate  the  precise  influence  of  these 
load.**,  as  the  engine  coml>ines  causes  of  unsteadi- 
ness by  which  the  carsare  unaftVcted.  Experience 
however,  some  years  since,  declared  the  influence 
of  the  engine  and  tender  to  produce  one  half  the 
wear  of  rail  produced  by  the  whole  train.  Engin- 
eers of  high  standing  deduced  and  adopted  tliis  es- 
timate at  a  time  when  locomotives  had  not  reach 
ed  their  maximum  of  weight.  In  our  own  country 
this  allowanci!  was  adopted  as  early  as  in  1816,  by 
John  r..  .Jervis,  Horatio  Alien,  and  others,  in  re- 
porting to  the  New  York  Legislature  upon  the  lo- 
cation of  certain  parts  of  ihe  ^cw  York  and  Erie 
ra'lroad. 

Lo3k  for  a  moment  at  the  number  oi  engiae  and 


The  engme  say,  has  four   wheels   tlirough    whiclii     ErLighi    eigiuis    require    the    most    adbebivc 
power  is  applied,  and  throngli  which  a  weight  of!  weight,  as  their  traction,  or  steam  power  is  great- 


four  tons  is  brought  upon  <ach  bearing  whicli  they 
have  on  the  rail.  There  are  fou-  ti  uek  wheels, 
carrying  an  equal  lo.id.  The  train  suitable  for 
such  an  engine  v.-ould  run  on  as  many  ai  two  hun- 
dred wheels.  The  wear  from  the  sixteen  wheels 
of  the  engine  and  tender  is  equal  to  that  from  a 
train  liaving  twelve  times  the  number,  and  the 
whole  weight  of  which  is  perhaps  nine  times  as 
much.  And  the  tender,  havmg  half  the  number 
of  wheels,  and  forming  more  than  one  third  of  the 
whole  weight  of  engine  and  tender,  is  nothing  in 
eflect  but  one  of  the  cars,  and  couM  not  certainly 
produce  one  fourth  nor  one  fifth  of  thv  wear  pro- 
duced by  engine  and  tender  both.  It  would  seem 
as  if  the  limil  of  economical  resi.stance  of  the  rails 
was  under  a  pressure  of  not  much  over  four  tons. 
And  yet  many  ro;>d«  are  contracting  for  equipments 


limit    will 


be  j»a.ssed. 


of  engines    wherein    this 

The  broad  gaug«'  lines,  which  necessarily  m 
volve  extra  weight,  of  equipmenty,  and 
which  certainly  ouglit  to  afford  the  best  in- 
ducement for  dis'/cbtttion  rather  than  corucnlra- 
iion  o(  weight,  are  equipped  and  equipping  with 
engines  of  nearly  unprecedented  weight,  and  rest- 
ing upon  but  eight  jniints'.  Baldwin's  great  "push- 
ers," as  the  Lanesboro  grade  engines  are  called, 
weigh  74,000  lbs.  each, 44,000  lbs.  of  which  are  up- 
on four  wheels,  giving  fi-\-e  and  a  half  tons  on  a 
shigle  point.  But  as  these  engines  were  designed 
for  special  service  at  a  difficult  part  of  the  line, 
this  may  not,  perhaps,  be  wondered  at.  With  a 
hearty  disn  g.ird  ot  tlie  effects  of  a  general  equip- 
ment of  such  engines  there  arc  however,  a  large 
number  now  uuder  contract  which  promise  to  in- 
volve even  grrater  concentration  of  weight  than 
these. 

The  relief  for  these  cxces.sivc  pressures,  is  in  a 
Ustribulion  of  tln'  same  adhesive  weight  between 
a  gre.tter  number  of  connected  driving  wheels. 
The  coupled  drivers,  where  only  twn  pairs  of 
wlieels  were  combined,  was,  we  believe,  original 
with  Norris,  of  Philadelphia,  but  by  whoever 
claimed,  the  plan  v.  as  one  great  feature  of  Ameri- 
can motive  power.  Those  roads  which  operate 
their  motive  power  the  m<»st  economically  have 
extended  this  principle  to  three  and  often  to  four 
pairs  of  drivers. 

The  great  difference  in  the  motive  power  of  this 
country  and  that  of  England  may  be  said  to  be 
chiefly  in  the  dispo>;ition  of  weight.  Tlierc,  it  has 
been  sought  to  avoid  the  coupled  drivers  and  to 
obtain  the  necessary  adhesion  by  the  concentration 
of  suffu-.ient  weight  on  a  singl.j  pair  of  wheeK. 
T'lcre  they  have  the  same  weight  cajried  on  two 
driving  and  two  trailing  wheels  as  on  our  four 
driving  wheels,  but   the  weight  i..    unequally  dis- 


er  from  having  smaller  wheels,  and  consequ"  ntly 
greater  leverage  in  the  a'i)licalion  of  power,  and 
fr..m  t!ie  fact  that  by  running  slower  they  work 
at  a  somewhat  higher  pr  ssure  in  the  cylinder. 
Hence,  for  ihe  projier  adaptation  of  freight  engines 
the  principle  of  the  distribution  of  weight  is  esiie 
cialiy  applicable,  and  upon  many  of  .our  roads,  of 
the  highest  importance. 

Hero  we  see  the  difference  cf  our  own  and  the 
English  system.  The  English  engine,  weighing 
twenfy-fivc  or  twenty-six  tons,  is  distributed  on 
six  wheels  having  a  wheel-base  of  tw»  Ive  or  thir 
teen  feet.  The  American  engine  of  the  same 
weight  has  ttn  wheels,  covering  twenty  to  twenty- 
three  feet,  while  the  Irxick  makes  the  extra  length 
a  matter  of  trifling  !mi>or(ancc  in  pa-ssjng  around 
curves. 

The  AmtTicau  engine  runs  over  a  light  rail, 
and  draws  trains  equal  to  its  full  jwwer;  the  track 
does  not  require  i.xcessive  rt)  airs,  nor  is  its  de- 
preciation regarded  as  the  chi-.f  source  of  «-xpen- 
diture.  The  English  engine  deflects  the  heavi  st 
rail,  increases  the  resisUinco,  difiturbs  the  ballast- 
ing at  successive  points,  and  eventually  looses  and 
unsettles  the  whole  superstructure  of  the  road. 

English  engineers,  we  perceive,  are  licginning, 
however,  to  appreciate  the  advantage  of  distribu- 
tion. Many  of  their  recent  pa'-senger  engines 
have  coupled  drivers.  Daniel  Goocb,  of  the  Great 
Western  railway,  lias  built  engines  very  much 
afVr  the  American  model,  having  both  coupled 
drivers  and  a  truck.  Messrs  Kitson,  Thompson, 
and  Hewit.'-on,  of  Leeds,  have  alao  adopted  the 
coupled  drivers. 


CiuciiiltAti  Wfftrrn  Kaiiroad. 

The  President  of  this  road,  Hon.  Caleb  B.  Smith 
has  ju.st  made  his  flrst  annual  rej»ort. 

This  road  is  to  run  from  Cincinnati  to  New 
C.istlc,  a  distance  of  seventy-tliree  rails.  At 
that  place  it  will  form  running  ((UHiections  with 
the!  road  now  making  thiough  Lo^ansimrt  to  Chi- 
cago. The  entire  tost  of  the  road,  intluding  de- 
pot buildings,  tight  of  wav.  rolUng  stock,  &c.,  is 
estimated  at  S2,&00,000. 

The  btc"_k  subscribed  for  the  construction  of  the 
road  up  to  this  tira^:  amounts  to  5^1,724.83f»  12. 
or  this  amount  there  is  payable  in  ca.^h  it';'j3,081 
67  payable  in  real  ostaU',  ?jl,0;H,757  65. 

The  real  estate  subscribed  has  !>eeit  convoyed 
to  the  Company,  and  is  now  held  by  tniineuml>'^r- 
ed  titles  in  fee  simple.  The  most  of  it  is  situat-d 
in  Cincinnati  and  the  immediaUi  vicinity,  and  has 
been  taken  by  the  Company  at  such  "pric  s  that 
the  larger  portion  of  it, 'which  has  already  l>een 
sold,  has  i)roduced  to  the  Company  aw  advance 
ui«>n  its  cost. 

A  poi tion  of  the  real  estate  has  been  convcyrd 
hi  trust  to  Hon.  John  McLean  and  G.  Tayho\  E-q., 
to  be  held  by  them  as  a  s  curity  for  boii-ls  isfued 
by 


t.-ie    C.'iiipany,    pavabk'    in    ten   ye.-.rs.      T!ie 
tributed   in  one   ca.so  and  equally  divided   in  the  P'Csent  value  of  tiie   prupi-rty,  embraced  'v\   the; 


othe 
cnerall 


r.     The  heavy  English   express  engine^,  h.ive"'^' "   "'  '  "--f  '-Act.^u; 

,        ' ,,  ,.  .        ,       by  more  than  twentv  I 

(rally  received   aii  allowance  of  ten  or  twelve  !jj,^.  bonds  will  be  iiai 


deed   of  tru-st  exceeds   the  amount  of  the  b  .::d« 


Wmltir  wheels  iiowpitrt'd  with  those  of  thy  tia'uu  abledbtribution  of^^'Oigbt. 


per  cent.    Ihc  itif(re.-it  iip'>n 

pai  1  every  six   months  by  tho 

tons  weight   to  a  single   pair  of  driving  wheels,  I  Company,  and  thus,  wliil.;th«- property  uansf.iTC-d 

where  our  engine*  of  a  similar  class  have  eight,      .intrust,  ;is  a  security  for  their  payiiicnt,   will  be 

It  is  the  results  of  this  injudicious  use  of  raili^^'^^'^f'^^J  '"C>'«^»'*'"b  >'•  value,  and   the  seeuriiy 

»v    ^  ,  .         ,1  .1  •   •   .      /•  4u    r>     1-  u  l^'i*^'* '>''^'*i"'''f^' hetti-r,  the  debt  secured  b\' it  wiil 

that  have  sustained  the  compamts  of  the  English!^  ,jj,,^;ujj.||;,  ,  ' 

sharehohicrs  about  "depreciation  of  pcrmanetitj     There  h.is  iTeen  cxiK-Tidcd  on  tlie  r.-.a<l  f.r  c.-.i!- 

way,"  and  the  same  cause  has  been  th<!  ground  for  i  struct i<>n,  engineering,  and  right  of  way,   the  sum 

advocating  'lighter  engines,"  which,  other  tbinrs;^'  :i'l(<'-,b;.>  oO. 

behig  equal,  are    certainlv  h,s  economical  than!,.  Tbo  graduation  upon  ten  or  twelve  miles  of  tl.e 
"         .  '  .J  J    ,     1  ..      .  '""-  "''*  "*-""^"  comidetvd,   and    the  work  on  lie 

heavy  engines,  provided  tUa  Utter  have  a  reascu-  heaviest  M-ctious  is  pi-ogres-irg 


.     .  ,   lu  a  Kitisiuvtory 

[uiAHiicf:  Tlijitccn  l3Uiiili\sl  {^jij^  Of'  iru|4  iHils  U^^vo 
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been  purchased  of  an  approved  pattern,  weighing 
sixty  pounds  to  the  yard. 

American   Railroad  Journal. 


Railway  Share  List, 

Compikd  j lom  ike  laleH  telurns — carrectfd  every  Wednesday — on  a  par  raluation  of  SIOO. 


BatnrdajTt  NoTcniber  19,  1853- 


Slaar*  and  Money  AI«rket« 

There  has  been  a  decided  improvement  in  the 
Share  and  Money  market  since  our  last  report.  I 
Money  is  much  easier  for  all  purposesand  is  rcadi- 1 
ly  obtained  on  call.  The  Bank  statement  for  the  | 
■neck  (which  we  give  below)  is  rcg.-»rdcd  as  very  ] 
favorable. 

Nov.  5.  Nov.  12. 

Loans SS3,092,G:!0        $82,802,409 

Specie 11,771,«8()  12,82o,675 

Circulation y,492,lo8  9,287 ,62'J 

l>epo8it8 55,59^,977  66,201,107  I 

On  the  6th  of  August  la.st  the  loans  were  S97,- 1 
899,617,  and  the  amount  of  specie  held  by  the  ' 
bankers  was  $0,510  165.  The  curtailments  which  ! 
the  above  statements  show,  could  not  have  been  : 
made  at  any  period  without  producii  g  the  sever- 1 
est  pressure  and  j;reat  distres.s.  ! 

The  earnings  of  our  railroads  for  October  eon- : 
tinue  to  show  a  large  iutrcasc  over  the  same  month  '< 
for  the  past  year.  Below  we  give  the  list  as  far  i 
»s  received. 

1853.  1852.      j 

New  York  and  Erie $562,995  &:{76,833  I 

Hudscm  River 15!,258  104,309  j 

Michigan  iSouthern 220,804  134,787 

Ohio  and  reiiii 84,039  44,741 

Milwaukee  and  Miss 41,377  15,072 

R.  Island  and  Chicago 67,097  new.  | 

N.  York  and  New  Haven. .  .      93,252  64,524 

Norwich  arwl  Worcester 31,867  24,886 

Cincinnati,    Hamilton    and  i 

Davton 38,085  30,001  I 

Harlem 90,008  70,463  | 

N.Y. Central 555,915  416,541! 

Pennsylvania 245,058  U4,091j 

N.  Haven  &  Springlield ....     74,613  40,503 

Mich.  Central 200,163  101,183' 

Bait.  andOhio 290,168  ....I 

Macon  and  Western 27,347  31,776 

Marl  River 75,048  64,199 

The  above  shows  an  extraordinary  activity  in  | 
the  internal  commerce  of  the  country.  The  in- 1 
creased  earnings  of  our  roads  are  undoubtedly! 
due,  to  a  considerable  extent,  to  the  opening  of' 
nen-  lines  which  add  very  largely  to  the  increa.se 
of  the  old.  All  the  great  staples  of  the  country  i 
command  high  prices,  which  leads  to  very  large  i 
movements  of  merchandiuo  from  the  interior.  j 

The  share  market  fur  the  week  has  shown  a 
large  advance,  although  it  has  fluctuated  con.sid- 
erably.  The  following  is  a  comparative  statement 
of  prices  on  the  9lli  ami  lOlii  instants. 

Nov.  16. 

Erie 79|.. 

Hudson  River 09 

Harlem 66 

New  York  Central 113 

Cumberland  Coal  Co .'.SJiX 

Michigan  Southern 120 

Miclii-an  Centra! 109  luS^.; 

The  rise  h;us  Ijeen  paiticipatod  in  by  nearly  the 
whole  list  of  stocks  ujion  the  market.  The  feeling 
is  general,  that  the  iH'rifxl  of  greatt^st  stringency 
is  passed.  It  is  an  encouraging  fact,  that  it  docs 
not  seem  to  have  effected  the  great  industrial  in- 
teresta  of  the  country,  wiiicli  were  never  more 
prosperous,  nor  in  a  .rounder  condition  than  at 
the  present  time.    The  increased  earnings  of  our 


Nov.  9. 

74:^4 

651.; 

61>^ 
111  ■ 

30 
116 

1U5;.; 


Atlantic  and  8t.  Lawrence.  ..Maine. 

Androscoggin  and  Kennebec..  " 

Kennebec  and  Portland. ., " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord I .  . . .  " 

Che.shire " 

Northern J..  .. 

Manchester  and  Lawrenc^. ...  " 

Nashua  and  Lowell J . . .  .  " 

Portsmouth  ami  Concord ....  " 

Sullivan | " 

Connecticut  and  Passurapsic..  Vt. 

Rutland " 

YeiTOont  Central " 

Vermont  and  Canada ... . " 

Western  Vermont " 

Vennont  Valley 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester . ..(... .  " 

Cape  Cwl  branch t  . . .  " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma.ssachusetts . .  " 

Worcester  and  Nashua " 

Western ,....  " 

Stonington .  R.  I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  SuiU-  Line " 

Canandaigu.')  and  Niag.ara  F..  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie)...  " 

Hudson  River " 

Harlem " 

Long  Islai  d " 

New  York  Central " 

Ogdensbrrgh  (Northern) " 

Oswego  ai.d  Syraeuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga....  " 


160 
55 
72 
61 
20 
93 
36 
54 
82 
2t 
16 
47 
20 
61 
120 
117 
47 
61 
2J 
28 
83 
53 
69 
28 
62 
76 
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66 
20 
26 
46 
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77 
46 
1155 
60 
40 
45 
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60 
66 
61 
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55 
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91 
132 
09 
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47 
36 
464 
!l44 
!130 
96 
1504 
'118 
.35 
23 
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1,538,100 

809,878 

952,621 

1,355,500 

285,747 

1,649,278 

1,485,000 

2,078,625 

3,016,634 

717,543 

600.000 


2,973,700 
1,016,6(X) 
29<,80 
123,884 
341,100 
622,200 
none. 
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I        ^ 
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20.900 


5,150;278 
2,004,458 
2,511,067 
1,459,384 
713.606 
2,540,217 
1,485,(XK) 
3.002,094 


none. 


661,214 

1,400,000 

673,600 


254,743 
140,661 
168,114 
208,669 
23,916 
150,538 
305 ,805  i 
287,768 
328,782 


113,520  none 

80 ,053' none 

100,552' none 

I  6 

11,256  none 
79,659  none 

141,836   8 
55,266 

163,076 


5 
6 


82 
36 
45 
98| 


^}4\ 


1,097,600 
2,480,000 
8,500,000 
1,500,000 
392,000 


36 
104 
48 
474 
90 
132,616      51,513'  8  '  109 

j none 

I none,  21 

1,746,616' I none    37 

,       ,      ,  5,577,4671    495,397     266,639 none,  25 

3,500,00O!l2,000,00Oi | '....j  18| 

l,.500,000iLeasedtothe  Vt.  Cent.  lOO 


550,0(X): 
2,429,100i 


7<H),000: iRecently 


1,830,000 
4,076,974 
3,160,390 
4,500,0(Xt 

421,295 
1,591,100 
2,850,(XM) 
1,050,000 
3,540,000 

600,000 

647,015 
1,964,070 

250,000 
2,140,536 
l,134,000i 
5,160,000 

1,457,560 

2,350,666: 


1,996,249  388,108 

150,000'  4,092,927  659,001 

3!»0,000|  3,546,214  469,656 

425,0«»  4,846,967  768,819 

171,800;  633,906;  60,743 

193,600!  1,801,946  229,004 

5(X),000,  3,120,391  488,793 

none,  j  1,050,000  229,446 

112,305'  3,623,073  674,574 

none.  520,476  164,230 

819,743  1,245,927  67,261 

282,300'  2,293,534  322,213 

none,  i  307,136  137,406 

1,001,600'  3,203,-333  218,679 

171,210!  1,321,945  162,109 

6,319,520i  9,953,759|  1,339 ,873 

467,700| 240,572 

300,000'  1,731,4981  253,6'JO 


oi)ened. 


luonei ' 
none  I  ■ 
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7 

6 
7 

21^ 


9H 
102i 
i  864 
1011 


658,861! 
3,000,000' 

926,000 

750,50O| 
2,121,1101 

9OO.OOOI 


800,0001  3,150,000 

I  2,600,000 

In  progres 
1,511,111 

4,978,487 


800,000 
1,041,000 
440,000 
6.50,000 
701,600 
1,550,000 


639,529 
329,041 


130,881 
338,216! 
227,4341 
331,296: 

30,066, 

72,028 
211,017; 

99,589; 
232,787: 

43,950! 

23,416!none; 
101,610tnone! 

24,399;  8 

]8,648none! 

66,900,  4i,^i 
683,194i  6)1 
1 10,892'.... 
139,514'  Q  ].... 

none 

294,26910  11184 
168,902jnonel.... 


45 
6  '  65 
7i^i  91 
8  *,1064 
6  !  94 

-'^^^„ 

90 

131 
694 
99 
61 


69,629| none 


114,4101 

806,7131  428,1781  7 


1101 


879,6.36!      872,000 


Rutland  and  W.ishington . 
Sar.atoga  an<l  W,i.shington. . 

Troy  and  Rutland " 

Troy  and  Boston 

Watertown  and  Rome 

Camden  .ind  Aniboy 

Morris  and  F.s,<*ex 

New  Jersey , . . , 

New  Jersey  ("Central 

Cumberl.and  Valley 

Erie  and  North  Eiist 

Harrisburgh  and  Lanca.ster. . 
Philadelphia  and  Reading. . . 
Pbilad.,  Wilmin^oD  and  Bait 


00 
41 


C( 

.'^2 

(1 

39 

96 

N.J. 

05 

*l 

46 

31 

63 

Penn. 

66 

20 

36 

95 

98 
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Rallwaj'   Share  List, 

Compiled  from  the  latnt  returns — corrected,  every  Wednesday — on  afar  valuaiicyn  of  SIOO. 


NAME  OF  COMPANY. 
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Pennsylvauia  Central  — 
Philadelphia  and  Trenton 
Pennsylvania  Coal  Co . . . 

Baltimore  and  Ohio 

Washington  branch " 

Baltimore  and  Susquehanna. .  " 

Alexandria  and  Orange Va 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 

Rich,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessei- " 

Winch'-'stA-r  and  Potomac 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 


9,188,300 
1,650,000 


'^t 

.fc» 

i  s 

.a 

*-  3. 

w 

<«'2 

T3 

O    P 

*»  o* 

•O 

n  e 

^ 

a 

9 

t^ 

Ph 

H 

hi 


SP.5 

.5  'u 

is  o 

-  a 

»5 


o 
hi 

c 

V 
T3 


V 


.Penn.^250  ,9,768,166 

.     "     i  30 

.     "     i  47 

381 

38 

67 

66 

21 

64 

73 

22 

76 

'<        62 

"     107 

60 

"     I  32 

N  C.  161 

S.  C. 110 

•'      140  il  ,004,23 

"     242  i3.858,810 


5,000,000il3,G00,000:l,943,827 


617,626 


1 


769,000 
1,372,324 

686,000 
1,000,000 
1,357,778 
1,400,100 
3,000,000 

180,000 
1,338,878 


Georgia 


191 
1211 
101 
i  71 

60 

i  56 

t  93 

33 

88 

60 

80 

125 

;  38 

i  29 

i  65 


Ohio.lOO 

95 

"      136 

"     I  46 

61 

60 


Macon  and  Western 

Muscogee " 

South  Western " 

Alaltama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia.. Tenn. 

Nashville  and  Chattanooga.  . .  " 

Covingtxjn  and  Lexington ....  Ky. 

Frankfort  and  Lexiiigton " 

Louisville  and  Frankfort " 

Maysvillc  and  Lexiington " 

Cleveland  and  Pittsburgh. 

Cleveland,  and  Erie " 

Cleveland  and  Columbiw " 

Columbus,  Piqna  and  fndiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Daylon  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...  " 

Ohio  Central " 

Ohio  and  Mississippi "     | 

Ohio  and  Pennsylvania "      187 

Ohio  and  Indiana "     ■ . . . . 

Scioto  and  Hocking  Valley ...  "       . . . . 

Toledo,  Norwalk  and  Clevel'd  "     '  87 

Xenia  and  Columbus "        54 

Evansvillc  and  Illinois Ind.  •  31 

Indiana  Central "     ; 

Indiana  Northern 

Indianapolis  and  BcllefontAine 

Lawrenceburg  and  Ind 

Lafayette  and  Indianapolis. . . 

Maflison  and  Indiana]  )olis 

Peru  and  Indianapolis 

Torre  Haute  and  Indian.-\polis    "       72 

Rock  I.sland  and  Chicago Ill 

Chicago  and  Mississippi "      \?iT) 

Illinois  Central "       

Galena  and  Chicago "    i  92 

Michigan  Southern Mich.  31 5 

Michigan  Central "     282 

Faciflc Mo.  \  38 


3,100,000 
4,000,000 
1,214,283 


9,827,12319,542,3071,325,563 
1,650,000 


615,384' 


348,62-2!    216,237! 
413,67Si    152,6-36 


173,867 
200,000 


503,006 


In  prog. 
In  prog. 
1,163,928 
In  l>rog. 
1,100,000 
1,531,238 
040,000   2.106,4ti7! 
446,036|ln  prog.     - 
1,500,00011,1  prog.     1 
120,000      416,532 
1,134,698!  2,965,574! 


227,5981      72,370!  7 


93  i 


1021 
581 


railroads  are  much  greater  than   at  any   formtfT 
period. 

Tlte  Philndctpkia  BidMin  publisher  flie  follow- 
ing statement  of  the  deposits  of  American  gold  at 
the  Mint  of  the  United  States,  and  all  the  Branch 
Mints,  from  the  date  of  the  discoveries  in  Califor- 
nia up  to  July  30,  1863: 

DEPOSITS  OK  CALIFORNIA  GOLD  AT  THE  MrNTS. 

Philadelphia  J\finl. 
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1 1 

;....!  70 

74,113none|  40 
113,266j  7     jlOO 
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3,000,0(X) 
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879,868 
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1    836,000 
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641,000 
850,000 
900,000 
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3,027,66b 
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900,000 

2,387,200 
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83 
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62 
88 
40 


1,371,000 
408,266 


80,776 
610,03f- 


In  prog.     I 

7,002',396;1,000,71 
In  prog. 

3,378,132 


7 1,902  none 

none 
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lo3,89Ki  6 


609,711'  7 


1,596,283! 
In  prog.     \ 
743,525,1 
In  prog. 
In  prog.     I . 
In  prog.     ; , 

1,330,960; 


945,50b 
934,4241 
296,584! 


608,625!  8 
466,468    71^ 
163,697!  9 


125 
116' 


129,39r>i      71,536   8 


173,542!      76,079   8 


In  prog.     ] . 
In  prog.     [ . 
In  prog. 
584,902! 


87,4211     44,250; 


In  prog. 
2,963,756; 


500,000 
550,666 


1,750,700 


662,000 
1,092,137 


1,660,000 
"  632,387 
2,460,666 


1,000,000 
1,767,000 


2,450,000 


800,000 
119,500 


l,932;361 

2.499.410 

1,000,000 

J  1,000,000) 


750,000 

"'663",i66 

'4,060,666 


600,000 
2,629,000 
4,067,396 

none. 


3,655,000 
2,000,000; 


19i,429| 

777j6r! 


123,306   6 


483,454  12 


2,650,653     321 ,793]    200,967; 

In  l>rog.      ' ; 

925,000  iRecently  opened. 
In  prog.      


In  prog. 
2,6.34,157! 
1,855,000 
4,110,148 

In  prog. 


526,746|    314,670;  10 
'640'5i8    '113.4611!!!! 


Recentlv 


In  prog. 


I. 


opened. 


1,317,140 Recentlvopened.   : 
1,257,714^    237,506     1-35,363; 
In  prog.      , 
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Recently  opened. 


In  prog ! 

Recentlv  ^opened. 

2,400,000,   616,4l"4i    208,076    10 
In  prog I . . . . 

1,353,019    105,944;      71,446!  4 


4,600,000 


In  prog,     i  473,648    286,152;.... 

6.4.30,246    592,187     293,0461.... 

8,614,193 : !    8 

In  progros  Roccotly;  opened. ).... 
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80 


93 


2^ 
80 


1021 

72i 
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113 


96 
90 
87 


116 


80 
115 

166 
05 
82 
78 
65 

108 


136 

UK) 
120 
109 


1848....  S       44,177  00 
1849....      5,481,439  00 


18-52 

1853   (to 

Jnly30) 


849,821,490  00 
33,080,263  85 


I860....    31,667,605  00 
1051....    46,939,367  00 

Total S172,034,231  85 

Branch  JUinff. 
Dahlonega.  Charlotte.  N.Orleans.  Total. 


1848 . . . . S 

1849.... 

1850 .... 

1851.... 

16-52.... 

1853    (to 

July  30)     260,607 


-30,025  00     .... 
211,072  00  16.111 
324,931  07  28,361 


1,124 

669,921 

4,576,567 

3,769,682 

3,777,784 


1.124 

669,921 

4,606.592 

8,993,865 

4,181,076 


?8  15,399    1,339,208    1,674,215 


Tf.fHis...fH38,635  86  68.872  10,183,23620,080,794 
Add  deposits  at  Philadelphia  mint . .  .$172,034,231 


Total  California  deposite  to  Julv  30, 

1853 .■ $192,115,025 

Subsequent  deposits  ci  Philadelphia  Mint. 

August,  1853 $4,469,000 

September, 3,975,000 

October 4,327,000 


Total  California  deposits  to  Oct.,  1863.  208,886,026 
The  export  for  the  same  period  has  been  $76,- 
105,207,  showing  a  coinage  of  S.128,780,000  in  ex- 
cess of  the  exportations,  which  amount  i:s  now  in 
circulation,  or  in  the  banks  and  sub-treasury. 

A  Tr»la  vf  EjoeookotlvcB. 

It  is  but  a  few  years  since  a  Jrain  drawn  by  a 
locomotive  was  a  novelty  in  the  United  States,  and 
yet  last  evening  we  saw  •  train  of  locomotives  up- 
on a  track  which  two  years  since  was  not  comple- 
ted. The  train  came  up  fiom  Erie,  under  the  di- 
rection of  Mr.  W.  Marsh  Kasson,  junior  jtartner  of 
the  firm,  W.  M.  Kasson  &  Son. 

The  tiam  was  coHii)o«;ed  of  jeven  locomotives, 
worth  over  360,000.  The  Raritan  w*s  at  the 
head,  and  fuinisbcd  the  propelling  i>ower.  The 
Niagara  and  Hudson,  for  the  Mad  River  and  Lake 
Erie  Railroad  Company,  came  n<xt.  The  St. 
Louis  and  Wabash,  for  the  Terre  Haute  and  Rich- 
mond road,  followed;  "No.  17,"  for  the  Chicago 
and  Mississippi  road,  was  next;  and  "No.  17, '  lor 
Illinois  Central,  closed  the  train. 

That  same  Chicago  and  Mississippi  Railroad  is 
one  of  the  leading  thoroughfares  of  the  west.  At 
Joliette  it  connects  with  the  Chicago  and  Rock  Is- 
land Railroad,  cutting  ofl'a  "corner"  of  one  hun- 
dred and  fiAy  miles  in  the  main  route  to  St. 
Louis. 

All  the  triumphs  of  that  Rome  which  ".sat  upon 
her  seven  hills,  and  from  them  ruled  the  world," 
were  not  equal  to  those  which  that  single  l<x;omo- 
tivc  train  will  accomplish. — Clcteland  HeraUi. 

'WiaeoMstM  Railroad  Irea. 

The  Dodge  Co.   Iron  Company,  just  organized, 

with   a  capital   of  half  a   million   of  dollars,    in 

Dodge  County.  Wisconsin,  are  about  going  largely 

into  the   manufacture   of  railroad  iron,   so   that 

Wisconsin  will  no  longer  need  to  !?o  abroad  for  her 

rails.     They  have  contracted  for  the  erection  of 

twenty  blast  furnaces  and  one  large  rolling  mill 

to  be  devoted  exclusively  to  railroad  iron.     The 

Beloit  Journal  states  that  they  have  already  con- 

tr.icted  to  furnish  to  the  Milwaukee  and  La  CroK"* 

railroad  fifty  tons  of  iron  per  day  on  and  afler  the 

first  of  March  next,   until  the  track   is  laid  to 
Portage  City. 
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Baltimore  and  OUlo    Railroad*— Its    Policy 
for  «h*    future. 

The  recent  heavy  decline  in  the  m;irket  value 
of  the  stock  of  this  road,  shows  that  the  resxilt  of 
its  operation  since  its  opening  has  not  equalled 
poblic  expectation.  This  want  of  success,  may 
be  referred  to  several  causes ;  the  unfinished 
condition  of  the  road,  incapacitating  it  for  the 
transaction  of  a  large  business;  the  unfavorable 
character  of  the  route  ;  the  lack  of  a  dense  and 
active  population  upon  its  line  ;  the  want  of  rail- 
road connections  at  itH  western  terminus,  and  t  he- 
great  delay  and  expense  to  which  the  traveller  go- 
ing to  Philadelphia,  New  York  and  Boston,  is  sub- 
jected after  reaching  Baltimore.  All  these  draw- 
backs have  exerted  their  share  of  influence,  and 
they  have  been  so  far  potential  as  to  disappoint 
the  highly  raised  hopes  of  the  friends  of  the  road, 
both  in  regard  to  its  earnings,  and  the  addition  it 
was  expected  to  make  to  the  trade  and  commerce 
of  Baltimore. 

We  do  not  presume  that  the  objectionable  grades 
used  are  calculated  to  interfere  seriously  witli  a 
profitable  traffic.  They  are  so  grouped  together 
a.^  t6  enable  them  to  be  worked  in  the  most  econo- 
mical manner.  A  greater  part  of  the  route  tra- 
versed is  new,  and  comparatively  undeveloiKjd, 
but  capable,  in  time,  of  sujjplying  a  verj-  large  bu- 
siness. The  want  of  western  connections  is  being 
very  rapidly  supplied  by  the  construction  of  a 
nnmbcr  of  roads,  centering  at  Wheeling.  At  pre- 
sent both  passengers  and  freight  have  to  depend 
upon  the  Ohio  river  iva  a  means  of  reaching  their 
places  of  destination.  ^  | 

The  imperft'ct  success  of  the  road  therefore,  may 
to  a  certain  extent,  be  referred  to  causes  tempora- 
ry in  their  character.  For  a  considerable  portion 
of  the  year,  however,  the  Ohio  river  oflfcrs  the 
best  means  of  forwarding  merchandise  to  the  lead- 
ing points  of  consumption,  ami  there  is  rto  reiison, 
provided  the  route  be  the  best  between  the  Atlan- 
tic cities  and  the  west,  as  is  claimed,  why  the  road 
should  not  immediately  enter  upon  a  freight  butl- 
ness  fully  up  to  its  capacity;  the  returns  from 
which  would  yield  a  fair  income  ui)on  the  cost  of 
the  road. 

In  our  view  of  the  case  the  want  of  success  re- 
ferred to  is  due  partly  to  the  fact  that  the  road 
has  not  yet  become  a  part  of  a  great  through  route 
between  the  leading  Atlantic  cities  and  the  west. 
That  it  has  not  become  so,  has  been  owing  to  a 
mistaken  policy  which  appears  to  have  prevailed 
in  its  management.  The  Baltimore  and  Ohio  road 
was  proposed,  and  has  been  built,  chiefly  with  a 
view  to  the  promotion  of  the  trade,  commerce,  and 
general  welfare  of  Baltimore.  The  New  York  and 
Pennsylvania  Works  had  nearly  destroyed  the 
trade  between  that  city  and  the  west,  to  regain 
which  was  one  of  the  leading  object.**  of  the  road . 
Its  friends  went  a  step  fTuthcr.  By  showing  Bal- 
timore to  be  Clearer  to  all  the  leading  commercial 
points  in  the  great  valley  thau  either  Philadelphia, 
New  York,  or  Boston,  they  assumed  that,  cost  of 
transportation  being  controlled  by  lineal  distance, 
Baltimore  could  command  the  trade  of  the  great 
interior  basin  of  the  country,  as  soon  as  it  could 
be  reached  by  her  railroads.  This  assumption  has 
led  to  sc)mc  serious  mistakes  in  the  policy  of  tho 
Baltimore  and  Ohio  Company.  They  have  lost 
•Ightof  the  importance  of  making  their  road  the 
n)o«t  Convenient  through  routo  between  New  York, 
iHv.  Mul  Uw  wi>t,    lu  iuaj4<t£«rei  riAS^^ocil  hi  UiU 


manner.  "The  Baltimore  and  Ohio,  is  a  Baltimore 
work,  plauneil  and  executed  for  the  purpose  of 
promoting  the  prosperity  of  that  city.  If  we  tran- 
sport over  our  road  the  merchandise  purchased  in 
New  York,  we  make  it  a  Setr  V«riroad,  and  thus 
surrender  one  gre.Uolyect  of  its  construction,"  and 
although  at  the  present  time  this  corapiuiy  have 
an  arrangement  with  the  Philadelphia,  Wilming- 
ton and  Baltimore  road,  by  which  Philadelphia 
and  New  York  freights  are  forwarded  over  it,  and 
the  Baltimore  and  Ohio,  to  the  Ohio  river,  at  the 
same  rate  as  over  the  Pennsylvania  Central  road, 
this  arrangement,  we  understand  gives  such  dis- 
satisfaction in  Baltimore,  that  the  directors  of  the 
Baltimore  and  Ohio  road  threaten  to  annul  it,  for 
the  purpose  of  rendering  it  inconvenient  for  the 
Western  trader  to  buy  his  goods  in  New  York,  and 
in  the  hope  of  compelling  him  to  make  his  purcha- 
ses in  the  former  city.  The  result  is,  that  Balti- 
more loses  a  trade  sought  to  be  gained,  and  the 
road  a  very  large  business,  which  an  illiberal  and 
unwise  policy  forces  upon  other  routes. 

The  true  policy  is  exactly  opposed  to  the  one 
which  now  seems  to  prevail.  It  is  of  a  piece  with 
what  has  too  often  charact<.'ri.sed  that  of  southern 
communities  :  an  attempt  to  inci-cjuse  the  business 
of  a  particular  place  by  throwing  impediments  \^ 
the  way  of  the  free  movement  of  i>ersons  and  pro- 
perty. Till  quite  recently,  the  city  of  Augusta, 
Georgia,  steadily  refused  to  allow  any  connection 
to  l)e  made  between  the  Georgia  and  South  Caro- 
lina roads  at  that  place,  but  forced  all  the  freights 
to  be  trucked  from  one  dejjot  to  the  other,  for  the 
purpose  of  making  a  little  money  in  flraija::c,  of 
compelling  travellers  to  nuike  as  long  a  sojourn  as 
possible  in  the  city,  and  for  the  purpose  of  render- 
ing it  inconvenient  for  the  cotton  planter,  or  petty 
trader,  to  go  beyond  it  to  make  their  purchases. 
The  idea  wa!«,  that  the  prosperity  of  the  towni  could 
be  advanced  by  such  a  course.  Such  a  policy 
would  be  regarded  .is  an  absurdity  inallthe  north- 
ern states,  where  a  wider  experience  hasdeveloped 
juster  notions  upon  such  subjects.  The  better 
sense  has  recently  triumphed,  we  are  glad  to  Fay, 
even  in  Augusta.  The  city  council  has  recently 
given  permission  for  tho  building  of  a  bridge  over 
the  Savannah  river,  .ind  the  connection  of  the  two 
roads  by  a  continuous  track. 

We  think  the  same  mistaken  notions  to  which 
we  have  adverted,  have  exerted  an  influence  pre- 
judicial to  the  best  interests  of  the  Baltimore  and 
Ohio  railroad.  We  know  that  for  years  they  have 
prevented  the  Philadelphia,  Wilmington  .-ind  Bal- 
timore railroad  from  building  a  bridge  over  the 
Susquehanna  river.  They  have  exerted  a  para- 
mount influence  over  the  management  of  the  B.  & 
0.  road,  the  object  being  not  to  secura  to  it  the  larg- 
est po-^siblc  amount  of  business,  but  to  render  it 
the  most  efficient  instrumt'nt  in  increasing  the  bu- 
siness of  Baltimore.  It  is  to  be  expected  that  the 
Baltimore  merchant  .should  feel  some  dissatisfac- 
tion in  seeing  the  cars  on  a  road  which  he  helped 
to  build  fur  the  purp<)ie  of  enlarging  his  own  busi- 
ness, filled  with  merchandise  purchased  in  New 
York  ;  and  it  is  very  natural  for  him  to  suppose 
that  should  the  railroad  dincriminatc  in  favor  of 
merchandise  purchased  in  Baltimore,  he  could 
have  the  sale  of  the  goods  purchased  in  the  other 
cities.  He  thinks  therefore  that  his  interests  and 
those  of  his  tbllows  should  be  protected  by  diicrin- 
inatinx  ubar^es  in  hi«  f^vor ;  »ncl  we  untlwintand 


that  such  a  policy  is  very  likely  to  bo  incorporat- 
ed into  the  management  of  this  road. 

New  York  is  n(fw  the  great  commercial  city  of 
the  United  States.  She  has  been  made  so  chiefly 
by  her  unrivalled  system  of  public  works.  To  a 
portion  of  the  trade  enjoyed  by  this  city  Baltimore 
claims  to  have  a  right,  by  virtue  of  the  superior 
advantages  of  the  position  secured  to  her  by  the 
Baltimore  and  Ohio  railroad.  But  tliese  claims, 
only  recently  put  forth,  are  not  recognized,  nor  is 
their  validity  understood.  This  can  only  be  done 
by  offering  them  to  public  inspection,  by  inducing 
every  Wcster7i  merchant  coming  Easi',  to  take  the 
route  of  the  Baltimore  and  Ohio  road,  to  visit  that 
city,  to  examine  its  facilitijs  for  business,  to  form 
acquaintance  with  its  merchants,  etc.,  etc.  This 
kind  of  acquaintance  must  precede  ail  business 
arrangements.  Next  to  the  Erie  canal,  N.  York 
owes  her  commercial  greatness  more  to  the  early 
completion  of  a  line  of  railroad  from  Albany  to 
Bufialo,  thau  to  any  ot]»er  cause.  This  line  at 
once  became  the  route  r-rsf,  fur  every  western 
merchant,  wherever  might  be  his  business  i-ela- 
tions.  He  was  thus  bron;;ht  into  imm>'di.ite  con- 
tact with  the  New  York  merchant,  a  .step  which 
gradually  led  to  uew  business,  aud  the  abandon- 
ment of  the  old,  till  the  New  York  merchants  in 
time  found  themselves  in  possession  of  a  trade 
which  had  been  previously  shared  by  the  mer- 
chants of  all  of  our  leading  Atlantic  cities.  If  the 
merchant  of  Ballimore  would  recover  a  trado  he 
liiis  lost,  and  secure  such  additions  to  it,  to  which 
he  believes  him.self  entitled,  the  Baltimore  and 
t)liio  railroad  must  do  for  him  what  the  Albany 
and  Bufialo  line  did  for  New  York.  He  must  in- 
troduce himself  to  nrin  customers,  by  bringing 
them  to  kivi.  The  Baltimore  aud  Ohio  railroad 
must  be  made  tho  cheapest,  most  comfortable,  and 
most  cxi>editious  route  between  all  the  great  east- 
ern cities  and  the  west.  In  no  other  manner  can 
the  results  predic.at<Ml  of  it,  both  in  res{)ect  to  its 
earnings,  and  in  its  influence  in  promoting  tho 
prosperity,  and  advancing  ths  interests  of  the  city 
of  Baltimore,  be  realized.  Unless  tho  route  can 
be  made  what  we  have  described,  wo  fear  that 
this  great  work  will  disappoint  public  expectation, 
and  particularly  the  hoj.es  of  those  who  have  la- 
bored so  many  years  in  its  construction. 

There  is  no  doubt  that  the  interests  of  every 
town  or  city,  having  any  claims  to  business  re- 
sources on  the  line  of  any  road,  are  best  promoted 
by  the  uiicmbarrassed  and  untaxed  niovenient  both 
of  persons  and  property  through  it.  The  people 
of  Albany  feel  that  they  aits  as  much  benefitted  in 
being  able  to  make  the  trii>  to  N.  Y.  in  four  hours, 
and  at  a  cost  of  SI  60,  and  in  havinjr  the  through 
passengers  from  the  we^;t,  detained  only  ten  min- 
utes on  their  way  to  New  York,  as  do  the  people  of 
the  latter  city.  By  interposing  obstacles  to  the 
free  movement  of  cither,  all  classes  would  suffer, 
even  tho.se  who  might,  be  suppo.sed  to  profit  by 
them,  such  as  hotel  keepers,  porters,  draymen, 
etc.;  for  the  reason  that  the  increased  movement 
more  than  compensates  thoni  fur  what  they  would 
gain  by  interposing  delays  upon  the  fvir.  So  well 
understood!  is  the  value,  to  the  town?;  themselves, 
of  rapid  and  unrestrained  movement  through  them, 
that  in  the  northern  states,  when  railroad  compa- 
nies have  not  the  power,  or  tho  means,  to  secure 
uniuternjpu^d  coiujectious  through  them,  the  cities 
Ifenerally  execute  the  riecoswy  works  ibvinselvu*. 
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ami  at  great  expense.  The  city  of  Portland  aided 
at  great  cost,  the  connection  of  the  Atlantic  and 
St.  Lawrence,  and  the  Portland,  Saco  and  Ports- 
mouth roads,  the  respective  depots  of  which  are 
on  opposite  sides  of  the  t<>wn.  A  new  line  of  rail- 
road has  recently  been  constructed  through  tho 
city  of  Troy,  and  partially,  if  wo  mistake  not,  at 
the  expense  of  the  city,  for  tho  purpose  of  enab- 
ling the  locomotive, with  its  trainc,  to  pass  through 
it  at  full  ppced.  It  was  consi  dercd  necessa- 
ry to  the  progress  and  welfare  of  that  city,  that  a 
new  road  should  be  built  for  the  purpose  of  pre- 
ventirg  trade  and  commerce  being  drawn  off  into 
other  channels  where  no  such  impediments  exist- 
ed. So  of  all  the  nnnHTOUs  cities  between  Buffa- 
lo and  Albany.  The  traveller  is  whirled  through 
Ihem  all  nearly  at  full  speed.  It  is  this  fact  that 
has  bnilt  np  these  citivs  and  made  the  Central 
line  the  greatest  rouie  of  travel  in  the  U.  States, 
and  enables  il  to  hold  this  travel  from  rivals  having 
ninch  slu^fter  routes.  Were  pa^sengcrs  at  every 
huge  town  comix  lied  i<>  "break  bulk,''  and  be  turn- 
bl'd  into  dirty  coaches,  and  jolted  along  from  one 
side  of  it  to  anotlier,  this  route  would  sink  into  one 
of  second  rale  importance,  and  the  cities  them- 
selvi's,  would,  wc  really  believe,  retrograde,  instead 
of  advancing  with  a  rapidity  that  excites  the  won- 
der and  admiration  of  the  whole  country. 

The  people  of  Baltimore  assume  their  proximity 
to  the  western  States  to  be  a  matter  of  great  im- 
portance in  a  commercial  point  of  view.  The  dif- 
ference In  distance,  in  favor  of  that  city,  Injtween 
New  York  and  Cincinnati,  by  way  of  the  Baltimoe 
and  Ohio,  I'arkersburgh,  and  Cincinnati  and  Mari- 
etta route,  over  the  New  York  Central,  is  150 
miles ;  yet  were  that  route  fully  opened  it  would 
be  at  the  difference  of  250  miles  the  longer,  meas- 
uring distance  hy  tinu.  It  now  takes  just  about 
as  long  to  go  from  New  York  to  Baltimore,  a  dis- 
tance of  180  miles,  as  from  New  York  to  Buffalo, 
a  distance  of  414  miles.  Here  then  is  258  miles 
gained  in  the  first  12  or  15  hours  I  By  the  two 
routes,  travellers  reach  Butlalo  and  Baltimore  in 
the  evening,  arriving  at  each  place  at  about  the 
same  time,  and  coal  for  transportation.  At  Bufia- 
lo  the  traveller  by  the  northern  route  has  made 
up  the  distance  against  him  and  gained  100  miles 
in  addition,  and  is  at  a  point  from  which  he  can 
reach  Cincinnati  at  least  15  hours  quicker  than  a 
person  leaving  Baltmiore  at  the  same  time.  The 
saving  effected  in  cost  will  be  fully  equal  to  that 
in  liine. 

The  advantage  of  position  about  which  wc 
have  heard  so  much,  is  more  than  neutralized  by 
tho  superior  energy  and  the  liberal  policy  of  her 
more  enterprising  neighbors. 

The  same  policy  to  which  we  have  adrcrted 
was  the  grotmd  for  withholding  authority  from 
the  Philadelphia,  Wilmington,  and  Baltimore 
railroad,  to  construct  a  bridge  over  tho  Susque- 
hannah  river.  It  was  hoiK;d  that  the  river  would 
constitute  a  sullicient  barrier  to  prevent  the  south- 
em  and  western  merchants  from  going  to  Phila- 
delphia or  New  York  to  trade.  This  policy  seem- 
ed to  work  well  enough  so  long  as  the  line  of  the 
old  National  road  contiuned  the  givat  route  of 
travel  between  the  east  and  the  west.  The  open- 
ing of  the  New  Yoik  line  of  railroad  at  once  diver 
ted  this  travel  to  the  nortliern  routes,  so  that  the 


number,  affecting  scriotisly  the  revenues  of  the 
Baltimore  and  Ohio  road,  then  opened  to  Cumber- 
land. The  western  merchants  on  reaching  New 
York  found  it  as  inconvenient  to  go  to  Baltimore 
as  it  vas  to  come  from  that  city  to  New  York. 
The  result  was,  that  owing,  to  an  unwise  and 
and  illiberal  policy  which  she  had  cherished  so 
long,  the  fonner  city  lost  much  of  its  relative  im- 
portance and  a  considerable  portion  of  the  trade 
and  travel  it  once  ei  joyed. 

As  Philadelphia,  to  a  ccjlain  extent  was  actua- 
ted by  a  similar  idea,  and  as  both  were  were  wil- 
ling to  see  every  obstacle  intei7>osed  between  them 
and  New  York,  the  tendency  was  to  denunaJizc 
the  tone  of  railroad  management  between  these 
and  the  latter  city,  from  which  it  has  not  yet 
recovered.  The  road>>  and  their  management  Im> 
tween  New  York  and  Pliiladelphia  are  still  far  l)e- 
hind  the  average  standard  for  the  country.  So 
long  as  this  continues  to  1)c  the  case,  the  New 
York  routes  will  continue  to  connuand  the  travel 
between  the  east  and  the  west,  and  both  the  Balti- 
more and  Ohio,  .and  Pennsylv.uiia  roads  must  lose 
seriously  thereby.  On  the  other  hand,  were  the 
roads  connecting  New  York  with  Philadelphia 
and  Baltimore  run  at  the  same  rate  of  speed,  and 
the  same  uniformity,  as  the  Hudson  River,  there 
is  no  doubt  that  the  great  mass  of  trade  which 
now  crowds  the  New  York  roads  would  take  the 
more  southern  and  shorter  routes.  Whether  thes*.- 
will  secure  a  prize,  which  involves  the  abandon- 
ment of  a  policy  so  long  and  so  sedulou-sly  cherish- 
ed, but  which  still  is  within  the  grasp  of  the  right 
kind  of  enterprise,  remains  to  be  seen.  The  Balti- 
more and  Ohio  railroad  is  more  deeply  interested 
in  the  result  than  is  commonly  supi>oscd. 


Indlanapolia  d&  CincinuMti  R«ilroiid. 

This  road  (formerly  known  as  the  Lawrence 
burgh  and  Upper  Mississippi)  was  completed  on 
the  29th  October,  and  was  formally  o{>encd  for 
l)usiness  on  the  first  iiustant.  Its  entire  length 
from  Lawrencoburgh  to  Indianapolis  is89)<V  miles. 
From  Lawrencoburgh  to  Cincinnati  the  distance  i.s 
about  20,  making  tho  thorough  route  between  the 
latter  and  lndianaiK)lis  110  miles.  That  portion  of 
the  line  from  Cincinnati  to  Lawienceburgh  is 
now  made  by  steamboat.  This  link  will  be  sup- 
plied by  the  first  of  January,  by  the  Ohio  and 
Mississippi  railroad ;  so  that  by  that  time,  the  poli- 
tical capital,  and  the  central  portions  of  Indiana 
will  be  brought  within  5  hours  time  of  the  com 
mercial  metropolis  of  the  Ohio  valley.  At  present 
the  trip  is  made  in  six  hours,  and  with  a  degree  of 
ease  and  comfort  which  makes  the  traveller  quite 
contented  to  lose  the  hour  which  will  be  saved 
when  the  Ohio  &.  Miss,  railroad  shall  be  opetied. 

The  opening  of  the  above  road  is  an  important 
event  in  the  railroad  history  of  Indiana.  No 
greater  improvement  in  locomotion  can  be  imagin- 
ed than  that  of  bringing  Indiaiiai>olis  and  Cincin- 
nati within  6  hours  of  each  other,  a  journey  which 
a  year  since  could  hardly  be  performed  in  21. 
Indianapolis  is  now  one  of  the  most  central  points 
in  the  railway  system  of  the  United  States.  The 
road  which  connects  this  with  the  leading  point 
of  trade  iu  the  Great  ValK-y,  must  rank  among 
our  first  class  roafls. 

For  the  cheap  movement  of  freight,  the  most 
important  source  of  business  of  western  roads,  the 


imraenw  crowd  that  tbrmerly  passed  over  tho  IudiaDapoli9&  Cincinnati  po8.soss«>4  peculiar  faciU- 
<Mftrjlwd  routfi  eoou  dwiiidlod  to  au  iwiguiriiant  t|t>s,    iu  cv^nQOction  \s\\h  U^t  river,  ii  hHI  ^Iwrtys 


be  the  cheapest  route  In-lween  the  above 
cities,  and  freights  can  be  taken  to  and  from 
any  of  the  landings  in  the  latter  city,  without 
truckage,  or  any  extra  charg*.  The  charge  to 
Lawrenceburgh,  for  freights  coming  <ioxn  the  riv- 
er, is  the  same  as  to  Cincinnati,  a  fact  which  will 
give  the  above  road  a  decided  superiority  over 
any  other  route. 

The  road  traverses  one  of  the  oldest  (Wttled 
m  »st  fertile  and  best  cultivated  portions  of  the  wef^t 
and  will  form  a  convenient  outlet  to  the  best  mar- 
ket, for  a  nttmber  of  local  lines  of  roads  which  it 
intersects.  It  has  been  built,  and  its  financial  con- 
cerns have  been  conducted  in  the  most  economic- 
al manner  ;  the  iron  and  equipment  having  be«-n 
pnrch.a.sed  when  those  articles  were  at  the  lowest 
prices.  It  is  full}'  equipped  for  a  very  large  busi- 
ness, and  under  the  superintendence  of  able  and 
exiK-rienced  parties,  who  have  ac<piireda  good  re- 
putation for  tlic  successful  management  of  eastern 
roads.  The  road  opens  for  business  under  excel- 
lent auspices,  and  bids  fair  Uj  become  one  of  the 
most  profitable  of  our  western  i-oads. 

Ralliiraya  and  Rallnray  lHvestme«ta  la  the 

The  immense  stinis  now  invested  in  railroads  in 
the  United  States,  renders  the  valM  of  these  works 
a  matter  of  the  gravest  moment.  Although  the 
country  at  large  may  be  the  gainer  by  them  to  a 
vastly  greater  amount  than  their  entire  cost,  (a 
point,  we  believe,  conceded  on  all  sides,)  there  are 
immerous  parties  who  have  contributed  largely 
towanl  their  construction,  who  cannot  be  recom- 
pensed by  the  general  prosjicrity  which  they  cre- 
ate, but  who  are  interested  in  them  simply  in  the 
capacity  of  stnckhol^ers.  To  suck,  our  ro«ds  are 
successful  ornot.justin  proportion  to  the  divi- 
dends they  e.arn,  and  could  not  prove  unpntJUikhlc 
without  the  most  disastrous  consequences,  the  ex- 
tent of  which  can  only  be  measured  by  tli^  utter 
ruin  of  vast  numbers  of  individuals  and  families, 
who  have  no  other  means  than  the  earnings  of  our 
railroads  for  their  daily  support  The  securities  of 
these  works  too,  have  become  so  interwoven  in 
all  the  operations  of  business,  are  made  the  baifs 
of  so  many  transactions,  th.at,  should  they  become 
comparatively  ralueles,  we  do  not  see  how  the 
commercial  community  could  survive  U»e  shock 
which  would  result,  the  injurious  consequences  of 
which  would  be  heiglitened  and  aggravated  by  the 
destruction  of  all  confidence  in  the  soundness  of 
human  judgment  even  in  ordinary  affairs.  Cor- 
rect views  of  the  real  v.alue  of  our  railroad  invest- 
ments are,  therefore,  of  the  utmost  importance, 
both  as  a  mean*  of  .-illaying  apprehension  when  no 
canse  for  alarm  exists,  or  for  the  purp«jee  of  awak- 
ing it  as  a  corrective  of  abases,  or  of  an  unwise  or 
improvident  policy,  l>efore  they  shall  have  gone 
beyond  the  reach  of  remedy. 

The  present  is  a  good  time  to  look  at  the  darker 
side  of  the  picture.  In  the  stringency  in  the 
money  market,  which  prorails,  nearly  crcry  ac- 
tive business  man  in  the  community  finds  himself 
involved  in  one  way  or  .another,  in  our  railroad 
rnterprises;  finds  his  own  means  cut  short,  or 
large  demands  upon  them,  on  their  account.  No 
injUter  whether  he  may  own  stock  or  not.  His 
neighbors  do,  and  their  condition  effects  his  own. 
A  person  who  declaims  ag.iinst  railroads  finds  a 
hewing  iwir,  when  be  could  not  have  fol  a  (.lojh 
lUkDtT  a  7e*r  Jtluwj.    lli<3  subjcci*  of  t^4lrwhi  Iu- 
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Testment  can  consequently  be  looked    at  with  a 
more  of  impartial  judgment,  for  the  reason  that  a 
person  is  to  a  considerable  extent  releived   from 
the  influence  of  senliment  in  their  favor,  which 
only  a  few  months  since  was  universal,  and  be- 
cause all  that  can  be  said,  orjexists,  against  them, 
in  the  present  state  of  affiiirs,  is  sure  to  come  out 
A  trip  west  during  the  month  of  October  gave  u? 
a  pretty  good  opportunity  of  inspecting,  personal- 
ly, the  roads  of  that  section  of  the  country,  the 
general  system  of  management  which  prevailed,  of 
studying  the  sources,  and  extei.t  of  their  trafics : 
the  influence   they  were   exerting   in   developing 
the  natural   wealth   of  the  country,   and   in  this 
way,  creating  a  business  for  the  future.     We  had 
the  good  fortune  of  being  in  company  with  several 
very  intelligent  German  gentleman,  among  whom 
were  Mr.  Schlciden,  resident  Minist«r  at  Washing- 
ton, from  Bremen;  Mr.  Rucker,  charge  d  allVn-sfor 
the  city  of  Hamburgh,  9t  Berlin,  Prussi;i;  Mr.  Del- 
bruke  of  Berlin,  holding  an  official  position  in  the 
Prussian  ministry;  and  Mr,  C.  0.   Eschen,  in  be- 
half of  the  Banking  House  of  Meyer  &  Stnkcn,  of 
this  city.     Their  object  was  preci-sely  the   same 
with  our  own,  which  was  to  form  a  correct  opin- 
ion, for  themselves,  and  for  the  r.umerous  class  of 
German  and    Continental  cai)italists  interested,  as 
to    the   value   and  commercial   influence   of  our 
roads.     As  the  railroad  companies  did  all  in  their 
power  to  facilitat^our  objects,  and  offering  to  our 
examination  every  thing  that  could   aid  us  in 
forming  a  correct  idea  as  to  the  uses  and  vjilue  of 
their  roads,  we  had  the  best  possible  opportunity 
of  forming  correct  notions  upon  the  subject  of  our 
inquiries.     It  is  needles.i  for  us  to  say  that  ihc  fa 
Torablc  opinions,  which  we  had  previously  enter- 
tained, and  so  often  expressed,  were  fully  confired 
by  what  we  saw,  and  were  sustained,  we  believe, 
by  tho^e  of  the  gentlemen   named  ;  and  we  are 
happy  to   refer  to  them   in  the  general    conforma- 
tion of  our  our  views. 

The  most  prominent  fact  which  strikes  attention 
in  travelling  over  western  roads  is  ease  and  cheap- 
ness with  which  they  can  be  constructed,  and  the 
capacity  of  the  country  to  supply  an  abundant 
traffic.  The  valley  of  the  Mississippi  is  one  vast 
plain  having  a  very  slight  descent  in  direction  of 
the  gulf.  Wherever  the  general  surface  is  broken, 
the  irregularities  are  due  to  the  action  of  the 
water  courses.  Many  of  the  larger  rivers,  the 
Ohio  in  particular,  have  cut  for  themselves  deep 
trenches  in  the  friable  soil  of  the  great  valley. 
The  princii)al  obstacles  to  the  cheap  construction 
of  railroads  are  consequently  found  in  the  vicinity 
of  such  rivers.  After  leaving  them,  however,  the 
table  lands  are  soon  gained,  which  preserve  pretty 
much  the  same  elevations  above  tide  water,  upon 
similar  parallels  of  latitude;  with  these  all  diffi- 
culties in  the  way  of  construction  disappear.  The 
grades  of  the  road  accommodate  themselves,  to 
the  general  undulations  of  the  country,  and  where 
curves  are  resorted  to,  they  are  used  quite  as 
oflen  for  the  purpose  of  avoiding  the  buildings  of 
farmers,  or  for  the  purpose  of  obtaining  convenient 
approaches  to  the  turns  and  stations  on  the  line, 
as  for  any  other  cause.  There  is  little,  or  no,  rock 
cutting  npon  very  m.iny  of  the  western  roads,  and 
there  is  frequently  so  little  difference  in  the  choice 
of  routes,  that  tangents  of  from  50  to  70  miles  are 
often  used  with  very  little  additional  cost. 
The  favorable  topography  of  this  section  of  the 


country  permits  the  opening  of  a  road  for  busi 
iiess,  with  a  comparatively  small  outlay.  It  fre- 
quently happens  that  roads  are  in  the  eiyoymenl 
jf  a  very  larg«i  and  profl  table  traffic,  when  they  art- 
only  half  finished  ;  even  before  the  road-bed  is  in 
suitable  condition  for  use,  and  before  any  suitabU- 
stations  or  depots  are  erected  for  the  comfort  and 
protection  of  persons  and  property.  It  is  perhap*- 
on  the  whole  bad  policy  for  many  of  the  western 
roads  to  commence  running  their  trains,  as  soon  as 
they  do ;  but  it  is  hardly  possible  to  resist  the  pres- 
sure, to  put  them  in  motion,  as  soon  as  the  rail.« 
are  laid.  It  is  impossible  to  make  a  good  road  in 
the  West,  out  of  the  ^oil.  To  make  it  pa.ssable  it 
must  de  McAdamizeii.  The  moment  that  the  fat. 
unctuous,  soil  becomes  tret,  travel  over  the 
hifrhway  is  at  an  end.  Consequently  the  rail 
road  is  pressed  into  service,  at  the  earliest  mo- 
ment for  the  saving  it  effects  in  the  carriage  of 
the  heavy  bulky  products  of  the  great  valley 
After  the  western  roads  are  thoroughly  built  and 
equipped  the  difference  in  their  cost,  and  that  of 
eastern  roads  will  be  much  less  than  has  been 
generally  supposed.  The  items  of  graduation, 
masonry,  bridging  and  right  of  way,  cost  less  than 
those  of  eastern  roads.  On  the  other  hand,  their  iron 
and  equipment  cost  more,  and  they  generally  are 
compelled  to  submit  to  larger  discounts  on  their 
securities.  But  as  the  cost  of  roads  in  all  parts  ot 
the  country  depend  more  upon  the  extent  of  the 
business,  than  upon  any  other  causes,  we  must 
expect  to  see  the  cost  of  western  roads  run  up  to 
a  high  figure,  to  provide  the  necessary  accomraa 
dations  and  e<piipments  for  their  enormous  traflics 
Although  fortunately  they  are  able  to  commencf 
business  upon  a  very  small  outlay.  We  do  not 
believe  that  any  road  can  be  built  in  the  West, 
adapted  to  a  large  trade  short  of  about  S30,000  per 
mile,  while  the  cost  of  a  majority  of  them  will  be- 
fore many  years  exceed  this  sum.  A  low  cost  road 
w  only  compatible  where  its  business  is  very 
small. 

As  a  general  rule,  and  we  may  siij  almost 
without  exception,  the  money  raised  by  western 
companies  aj>pears  to  have  been  judiciously  ex- 
pended. The  facilities  for  cheap  construction 
compensate  for  the  want  of  engineering  skill.  Its 
place  is  made  good  by  that  practical  sense  which 
grows  oui  of  a  constant  necessity,  in  new  countries, 
of  supplying  the  absence  of  capital  and  labor,  by 
expedients  of  one  kind  or  another,  for  which  our 
people  are  so  justly  celebrated.  We  know  of  but 
one  instance  of  misapplication  of  funds  from  their 
ostensible  objects.  Parties  at  a  distance,  therefore, 
may  be  assured,  that  the  means  which  they  have 
contributed  toward  the  construction  of  our  rail- 
roads have  been  properly  expe-ided,  a  fact, 
which  narrows  down  the  question  of  the  safety  of 
their  investments  t->  a  single  point,  that  of  the 
income  of  the  roads. 

In  building  railroads  in  a  new  country,  certain 
results  are  predicated  from  well  known  data,  such 
as  the  course  of  trade,  the  actual  movement  of 


purchased.  Now  we  know  of  no  new  soutnern  or 
western  roads  recently  constructed,  the  results  of 
whose  operations,  is  not  much  more  favorable  than 
the  estimates.  The  cost  of  the  road  '"s  not  so 
much  exceeded,  as  are  the  excess  of  earnings 
over  estimates.  The  stock  and  bond  holders  get 
all  and  more,  than  they  contracted  for.  If  they  have 
made  unsatisfactory  bargains,  they,  and  not  the 
railroad  companies  are  at  fault.  The  railroads  of 
the  entire  country  have  been  as  profitable,  and  are 
as  strong,  as  far  as  their  revenues  are  concerned, 
and  have  as  favorable  prospect  for  the  future,  as 
was  expected,  and,  on  the  whole,  was  claimed  by 
sensible  men, 

A  correct  idea  of  the  ability  of  the  newly  settled 
portions  of  the  country  to  supply  a  lucrative  tra- 
lic  to  the  railroads  can  only  be  formed  from  actual 
observation.  It  would  very  naturally  be  supposed 
that  the  labor  of  the  pioruer  would  be  unpro- 
ductive ;  that  supplying  his  own  wants  would  oc- 
cupy all  bis  time  and  attention.  Such  would  be 
the  case  in  most  countries.  In  the  Mississippi 
we  find  a  soil,  the  fertility  of  which  years  of  crop- 
ping does  not  exhau>i.  Almost  the  only  insfru- 
ment  used  is  the  plougk.  The  soil,  broken  for  the 
first  time  in  the  sprifg,  yields  an  abundant  harvest 
in  the  fall.  .\s  agriculture  is  the  simplest  of  all 
forms  of  labor,  combination  neither  of  numbers 
nor  capital  is  necessary  to  a  very  large  production. 
In  the  culture  of  wheat  or  corn,  the  labor  of  ixco 
men  will  produce  one  twentieth  as  much  as  (he 
labor  oi  forty.  A  particular  district  which  two 
years  since  was  without  a  single  inhabitant,  may 
this  year  furnish  a  large  business  to  a  road.  In 
the  West  too,  the  labor  of  the  country  settlers  is 
not  only  as  profitably  employed,  as  in  the  Older 
States,  but  furnishes  a  much  larger  amount  of 
freight  for  exportation.  A  single  farmer  may  easi- 
ly raise  with  the  labor  of  his  own  hands,  1000 
bushels  of  grain  for  sale.  As  by  necessity,  lie  con- 
lines  himself  to  viu  staple,  he  is  compelled  to  pur- 
chase from  abroad  whatever  he  re(iuirei»,  that  his 
own  farm  does  not  supply.  Railroads  in  the  new 
States  have  therefore  a  double  office.  By  giving 
the  means  for  selling,  they  enable  the  farmer  to 
purchase,  to  the  same  extent ;  and  as  our  manu- 
facturing and  commercial  communities  are  widely 
separated  from  the  agricultural  districts,  a  very 
considerable  part  of  the  transportation  on  our 
railroads,  is  a  thorough  movement  both  of  property 
and  persons.  This  fact  adds  very  largely  to  the 
receipts,  ard  is  one  cause  of  their  extraordinary 
success. 

The  State  of  Wisconsin  furnishes  a  striking  il- 
lustration of  the  correctness  of  the  above  remarks. 
In  1810  its  population  was  only  30,000  souls.  In 
1850  it  reached  301,000.  At  the  present  time  the 
number  of  inhabitants  cannot  fall  short  of  450,000. 
The  increase  for  the  pa.st  ten  years  has  been  just 
about  400,000.  As  wc  were  desirous  of  seeing 
what  ten  years  had  achieved  in  what,  prior  to  that 
period,  had  been  an  unbroken  and  uncultivated 
waste,  we  passed  over  the  principal  line  of  railroad 


persons  and  property  over  a  particular  route,  the  in  the  state,  the  Milwaukee  and  Mississippi,  and 
rates  at  which  they  can  be  transported,  Slc,  &c.  devoted  a  day  to  a  pretty  critical  study  of  the  city 
In  presenting  the  claims  of  any  scheme  to  the  of  Milwaukee.  In  no  part  of  the  west  did  we  see 
pttblic,  it  is  usual  for  the  parties  having  it  in  I  a  better  settled,  a  better  cultivated,  or  a  more  prc- 
charge  to  accompany  it  by  a  statement  showing  iductive  country  ;  and  no  road  groaning  under  the 
amotig  other  things  its  probable  cost  and  income,  press  of  a  larger  business  in  freights  than  the 
It  is  upon  the  credit  attached  to  this  statement, 'above  named.  Wisconsin  is  one  of  tlie  most  at- 
tbat  the  securities  of  the  various  companies  are 'tractive,  because  it  is  one  af  the  ^■■iiiuioodcd  of  the 


■  Y^T  "T^-'T''*  v:--s^^.^ 


AMERICAN    RAILROAD    JOURNAL. 


749 


prairie  states.  It  i)re8eiits  a  constaut  succession 
of  small  i)rairie,  and  wooded  knolls,  enabling  near- 
ly every  farmer  to  locate  in  the  vicinity  of  timber 
and  good  water,  with  prairies  spread  out  before 
him  of  the  easiest  cultivation  and  almost  inex- 
haustible fertility.  With  such  advantages  Un  years 
have  been  sufficient  for  the  creation  of  a  great  and 
prosperous  state,  filled  with  large  and  flourishing 
towns,  and  whose  people  present  every  evidence 
of  wealth  and  extraordinary  prosperity.  Milwau- 
kee, at  the  lowest  estimate,  contains  thir- 
ty thousand  inhabitants,  and  is  one  of  the  best 
built  and  most  beautiful  towns  in  the  United 
States,  with  a  very  large  and  rapidly  increasing 
commerce.  Although  the  area  of  the  State  is  very 
large,  nearly  the  entire  population  of  it  is  em- 
braced in  that  portion  of  it  south  and  cast  of  the 
Wisconsin  and  Fox  rivers,  a  territory  of  less  than 
ten  thousand  square  miles.  We  cite  the  above  il- 
lustrations for  the  purpose  of  showing  that  in  no 
part  of  the  west  can  the  construction  of  railroads 
outstrip  tht  wants  of  the  people  or  their  ability  to 
supply  to  them  an  abundant  traffic. 

We  give  these  general  remarks  for  the  purpose 
of  showing  the  ground  work,  or  rcUionak 
upon  which  our  railway  system  rests.  It  is  easy 
to  point  to  the  earnings  of  our  roads  in  proof  of 
their  value  and  success:  but  all  such,  unless  sus- 
tained by  the  results  of  their  operations  for  years, 
may  fail  to  command  entire  confidence,  or  remove 
all  suspicion  from  the  public  mind,  unless  it  be 
shown  that  they  grow  out  of  the  very  nature  of 
the  case.  A  fact  stated  by  a  railroad  company 
may  not  establish  a  principle,  because  it  may  de- 
pend upon  causes  accidental  in  their  character. 
But  where  such  facts  agree  with  the  deductions 
naturally  drawn  from  well  established  premises, 
their  accuracy  may  be  received  without  question. 
The  extraordinary  earnings  of  our  railroads  are  no 
greater  than  what  might  have  been  anticipated  by 
persons  intimately  acquainted  with  the  relations 
they  bear  to  the  commercial  and  business  wants 
of  the  country. 

The  railroad  interest  of  the  United   States  may 
be  regarded  as  resting  generally  upon   a  sound 
bans.     As  an  investment,  our  new  roads   cannot 
fail   to  pay  a  fair  interest  on  their  aggregate  cost. 
When  we  come  to  compare  different  lines,  there  i.s, 
of  course,  every  shade  of  excellence.     As   far  as 
the  purchase  of  their  securities  are  concerned,  we 
can  hardly  name  an  instance  where  parties  will  not 
receive  all  they  contracted  for.     The  amount  of  | 
the  advance  expected,  mu8tdei»end  upon  the  char-' 
actcr  of  each  particular   work.    With  regard  to 
Tival  works,  we  think  less  is  to  be  feared  from  I 
their  influence  than  has  been  generally  supposed. 
Western  roads  are  costing  much  more  than  the 
original  estimate,  and   the  present  stringency  will 
postpone  such   as  are  of  a  Tival,  or  competing 
character,  till  the  above  fact  is  fully  understood. 
When   parties  see  that   they  cannot   construct  a  j 
good  road  short  of  S30,000  or  $40,000  per  mile,  I 
which  they  supposed  could  be  built  for  $16,000  or  | 
$20,000,  their  zeal   will   be  very   much   abated.  \ 
The  demands  of  older  companies  who  can   offer 
the  best  securities  for  loans,   will   have   the  ef- 
fect to  crowd  aside  the  claims  of  new  or  purely 
rival  works.     But  the  west  will  sustain  a  greater 
number  of  miles  of  railroad  in  proportion  to   its 
area,   than    any   other   part   of    the   country. 


Few  railroads  are  projected  or  in  progress  in  the 
former,  that  will  not  add  more  than  they  will  sub- 
tract, ftom  the  business  of  the  old  roiwls. 

We  give  these  general  remarks  by  way  of  intro- 
duction to  others  of  a  more  pointed  character  ;  as 
the  statement  of  a  principle  before  making  an  ap- 
plication of  facts.  Our  object  is  to  convey  a  cor- 
rect idea  in  reference  to  onr  railroads.  A.s 
our  views  may  be  incorrect,  we  desire  to  state  the 
process  by  which  we  arrived  at  them,  assuring  our 
readers  that  we  intend  to  give  them  our  convic- 
tions, however  much  mistaken  we  may  be  in  our 
logic. 


I       NaahTtlle   and   Cliattauooga  Railroad. 

I  V.  K.  Stevenson,  E*q.,  in  a  recent  coramunica- 
i  tion  addressed  to  the  stockholtlers  of  this  compa- 
i  ny,  presents  the  following  statement  of  the  expen- 
ditures made  thus  far  in  the  prosecution  of  their 
work.  He  observes  that  to  the  expenses  there 
must  be  some  addition  for  work  done  included  in 
the  account  marked  due  from  sundry  persons  and 
bills  receivable,  as  well  as  a  balance  of  40,000  or 
50,000  dollars  to  finish  paying  contractors  just 
closing  up,  and  to  complete  the  outfit  and  station 
houses  to  be  built  under  the  resolutions  of  last 
May : 

CONSTRLCTIOW. 

Graduation,  Culvert  Ma- 
sonry  1,087,483  89 

Bridging 249,426  64 

Laying  Superstructure.  122,480  17 

Timber  for         do 147,471  14 

Railroad  Iron 710,783  26  ■ 

Engineering 77,813  70 

Gen'al  expenses  charge- 
able to  construction..      60,000  00-2,446,467  70 

EUUIPME.VT. 

Depot  Buifdlngi. 74,877  88 

WckkI  sheds   and    Water 

Stations 18,364  79 

Division  Houses 4,231  17 

Construction  of  Machine 

Shop 1,798  37 

Depot  Lots 31,760  68 

Cars 111,183  43    . 

Tools 12,266  97 

Locomotives 139,583  60—394,058  89 

co^mNG£^•cIE3. 

General  expenses  not 
chargeable  to  construc- 
tion     15,469  39 

Interest  on  general  ac- 
count  170,95183 

Interest  on  No.  2.  stock  is- 
sued      2,598  89 

Damage  to  M.  &  S.  T.  P. 
Co 23,262  60 

DiscountonN&M bonds,  66,321  98—278,604  59 

SL-.N'DBIES. 

Real  Estate 10,289  31 

Slaves 6,061  25 

Bills  Receivable 55,986  99 

Due  from  sundrv  persons. 56,433  94—128,760  49 


$3,246,881  67 


Malue. 

Amdroscogoin  Railroad. — The  Second  Divi- 
sion of  the  Androscoggin  Railroad,  extending  from 
Livermore  Falls  to  Bartlett's  Corner,  is  to  be 
graded,  the  work  to  be  finished  by  the  first  of 
October  next.  When  the  road  is  built,  and  in  run- 
ning order  to  that  place,  it  will  command  almo.st 
the  entire  business  from  Franklin  County.  The 
road  has  been  doing  a  much  better  business  than 
was  anticipated  by  its  friends.  The  third  division 
of  the  road,  from  Bartlett's  Comer  to  Farmington, 
will  be  put  under  contract  as  soon  as  the  second 
division  is  completed. — Lewiston  Journal. 


Oreeuvill*  and  Miami  Railroad. 

From  an  exhibit  made  Oct.  17th,  1853,  we  have 
:he  following  statement  of  the  bukiness  of  the 
Greenville  and  Miami  Railroad  Company  from  1st 
January  to  1st  September,  1853  ; 

KARN'INGti    OF    ROAD. 

Receipts  for  transportation $32,922  65 

Receipts  for  passenger  service 88,640  23 

Receipts  for  mail 2,333  00 


Total $73,896  88 

niSBfR.SPMENTS. 

For  ordinary  expenses, 
including  repairs  of  ma- 
chinery  $24,233  98 

For  taxes  and  assess- 
ments        1 ,044  66 

For  payments  to  Dayton 
and  Western  Railroad 
for  use  of  14  miles  of     • 
road   from  junction  to 
Dayton 9,500  00 

For  interest  on  $341.0(10 
bonds  not  converted . .    11 ,93a  00  —$46,713  58 


Balance , $27,182  «6 

Ten  per  ct.  dividend  on  $184,000  stock   18,400  00 


Surplus $8,782  86 

There  have  been  expended  for  .additional  ma- 
chinery and  b.allaating  of  road ,  erection  of  engine- 
houses,  wood  and  water  stations,  etc.,  the  follow- 
ing amounts,  out  of  the  earnings  of  the  road  since 
Jan.  1st,  1853: 

For  ball.asting  of  road $16,000 

For  engine-houses,  stations, 

etc 5,352 

For  additional  cars  not  provi- 
ded for  in  former  estimates  6,550  — $26,902  00 
These  exi>enditures,  it  will  be  seen,  absorbed 
nearly  the  entire  surplus  of  earnings  for  the  period 
embraced  in  the  above  statement,  beyond  the  ac- 
tual expenses  of  running  the  road,  and  the  pay- 
ment of  interest  on  bonded  debt,  and  the  agreed 
compensation  to  Dayton  and  Western  railroad 
company  fur  the  use  of  fourteen  miles  of  Uieir 
track  from  the  junction  to  Dayton,  and  it  became 
necessary,  therefore,  to  make  the  September  divi- 
dend  payable  in  the  stock  of  the  company,  which 
was  done. 

EARNIN'Gfl  FOB  SF.PTEMBE*. 

The  earnings  of  the  road  for  September  are  u 
follows : 

Passenger  service $8,268  21 

Freight  service 4,449  35 

Mail  service '333  go 


Total $13,050  86 

Amount  of  bonds  not  convened $341  000 

Amount  of  stock  outstanding 184|000 

T*>tal $626,000 

Earopeau   and   Kortit    Aaaarlcan   Railway. 

We  learn  that  Mr.  Reed,  Engineer  of  the  E.  & 
N.  A.  R.  R.  Co.,  has  extended  his  location  to  Ban- 
gor, intersecting  the  Newport  line  5i  miks  this 
side  of  the  city,  instead  of  13  miles,  as  first  propos- 
ed. An  imi>ortant  saving  in  disunce  has  l»en 
made,  so  that  the  line  from  Augusta  to  Bangor 
will  be  but  60  miles,  making  a  saving  of  between 
17  and  18  miles  betwe<,'n  Portland  and  Bangor, 
over  the  Newport  &,  Waterville  route.— State  of 
Maine. 

Canada. 

The  contract  for  building  th«  Sianstead,  Shef- 
ford  &.  Cbambley  Railroad  from  Derby  Line  to 
Montreal,  has  been  let  to  F.  0.  J.  Smith,  of  Me., 
and  his  ai-sociates.  The  price  is  $3,000,000,  of 
which  $600,000  is  to  be  paid  in  municipal  and 
stock  subscriptions,  and  the  rest  in  the  bonds  of 
the  road.  It  is  hardly  possible  now  to  prevent 
the  extension  of  the  Passumpsjc  road  to  Derby 
Line. —  Vermont  Journal. 
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VirfiRl*. 

Orange  aud  Alexandria  Railroad. — The  stock- 
holders of  the  Orange  and  Alexandria  railroad 
)icld  their  annual  meeting  on  the  27th  ult.  J.  S. 
Barbour,  Jr.,  was  elected  President  for  the  ensu- 
ing year,  and  ileury  Dangerlicld  to  till  a  vacancy 
iu  the  Directory.  We  extract  from  the  Treasurer's 
report  the  following  statement,  showing  the  re- 
ceipts and  disbursements,  both  from  the  organi/.a- 
tiOD  of  the  company  and  for  the  pa^tt  fiscal 
year: 

Receipts  from  comraencemect $1,821,954  30 

Disbusements  from  commencemont .    1.778,488  00 

Receipts  for  the  past  fiscal  year 6o6,lli8  97 

Expended    during    the    past   fiscal 

year 608,672  61 

We  leani  from  the  Charlottesville  Advocate 
that  the  meeting  was  attended  by  a  number  of 
gentlemen  from  the  counties  of  Nelson,  Amherst, 
and  Albemarle,  who  felt  an  interest  in  the  con- 
struction of  the  Lynchburg  road  from  Charlottes- 
Tille.  They  went  down  for  the  purpose  of  pledg- 
ing the  line  to  a  sub.scription  of  S300,000,  which 
amount  it  is  thought  will  secure  the  location  of 
the  road.  They  calculated  upon  a  subscription  of 
$50,000  by  tho  citizens  of  Albemarle,  $20,000  of 
which  it  was  expected  that  Charlottesville  would 
subscribe. 

tllliiots  aud  I^Ueoattn: Railroad. 

At  an  adjourned  meeting  of  the  stockholders  of 
the  Illinois  and  Wisconsin  railroad,  held  at  their 
oMce  in  the  city  of  Chicago,  on  Thursday,  October 
18th,  1853,  at  4  o'clock,  P.  M.,  the  following  gen 
tlemen  were  elected  Directors  for  the  ensuing 
year: 

Wm.  B.  Ogden,  Walter  S.  Qurnee,  John  P.  Cha- 
pin,  H.  H.  Magie,  George  W.  Snow,  J.  C.  Walter, 
George  Steel,  Charles  V.  Dyer,  of  Chicago. 

Daniel  S.  Miller,  J.  J.  Phelps,  Philip  Dater,  of 
New  York. 

11.  Hotchkiss,  of  New  Haven,  Coon. 

Alfred  Smith,  of  Hartford, 

Ca»aUa« 

At  a  meeting  of  the  stockholders  of  the  Stan- 
stoad,  Shefford  and  Chambly  railroad,  held  at  the 
St.  Lawrence  Hall,  pursuant  to  notice  the  foUow- 
uig  stockholders  were  present : 

Hon.  Judge  RoUand,  Hon.  L.  T.  Drummond, 
Hon.  Wm.  Badgley,  P.  Baxter,  Hon.  F.  0.  G. 
Smith,  Portland ;  Onslow  Stearns,  President 
Northern  Road,  N.  Y  ;  Dr,  Poulin,  M.  P.  P.,  John 
Gale,  Benj.  Lyman,  John  Ostell,  Col.  Bouthillier, 
A.  Knight,  Chas.  Allen,  George  Adams,  George 
Qiddings,  John  Borker,  Jr.,  Ralph  Mewry,  Ed- 
mund Longley,  Stephen  R.  Andres,  Samuel  An- 
dres, R.  A.  Ellis,  J.  G.  G.  Loranger,  A.  B.  Foster, 
Alonzo  Wood,  D.  Russ  Wood,  J.  E.  Alsopp,  L.  S. 
Huntington,  Esqrs. 

The  stockholders  proceeded  to  the  election  of 
directors,  and  upon  nomination,  the  following  gen- 
tlemen were  elected  ; 

Hon.  Erastus  Fairbanks,  Vermont,  L.  T.  Drum- 
mond,    Wm.    Workman,   Benj.   Lyman,   D.   Russ 
Wood,  John  Ostell,    John    Yule,"  S.  PouUa,   A 
Kxxighi.— Montreal  Herald,  Oct.  27. 


Wbcat  on.  Mlchleau  Soutb«ru    auU  Mortb- 
eru  Indiana    Railroad. 

There   was  carried   over  this   road,  during   the 

mouths  of  August  and   September  last,   041,787 

bushels  of  wheat ;  and  of  that  amount  Monioc  had 

283,132  bushels,  and  Tole<lohad  351,788  bushels, 

and  oilier  places  had  6,867  bushels. 


I  Illinois. 

•  Aurora  Extenalon  Railroad. — This  road  was  to 
be  completed  to  the  Junction  with  the  Illinois 
Central  railroad,  sixteen  miles  from  Lasalle  on  the 
2'Jlh  ult.  It  is  to  \>e  extended  still  farther  and 
will  .soon  reach  Galesburgh,  where  it  meets  the 
Burlington  and  Peoria  road,  and  of  course,  taps 
the  rich  trade  of  a  large  and  fertile  section  of  Iowa. 
Tho  Military  Tract  through  which  it  runs,  is  one 
of  the  finest  agiicultural  regions  in  Illinois. 


Illluola. 

Massac  and  Sangamon  Railroad. — The  subscrip- 
tions to  the  stock  of  this  company,  made  at  Me- 
tropolis, 111.,  up  to  Oct.  20th,  were  $48,450,  which 
Wiis  subscribed  by  thirty-seven  individuals.  In 
Franklin  county  upwards  of  twenty-one  thousand 
dollars  have  bden  also  subscribed. 


HaaliYUIa  and  Cl»attanoo{;a  Railroad. 

We  understand,  that  the  cars  will  run  from 
Chattanooga  to  Nashville  on  the  1st  of  December, 
and  that  the  Atlanta  and  La  Grange  Railroad  will 
be  opened  jto  West  Point  in  six  weeks,  so  thiU 
certainly  by  Ist  of  January,  the  cummuuicatioi 
by  railroad  from  this  city  to  Nashville  iind  to 
Montgomery,  and  from  those  points  by  steamboats 
to  the  Cincinnati  and  St.  Louis  railroad,  and  to 
Mobile  and  New  OrleauSj  will  be  completed.— 
Charleston  Courier.  ■    ..    : .     -  • 


BIil«raak«e  Railroad  Subscription. 

The  Daily  Wiscomin  of  18th  ult.  says,  in  rela- 
tion to  the  Watertown  Railroad  loan  : 

The  vote  yesterd.iy  determines  in  favor  of  the 
loan,  and  the  last  loan  that  the  city  can  make — 
as  a  law  at  tho  session  of  tho  Legislature  limits 
the  loaning  of  city  credit  to  $1,000,000.  The  re- 
spective loans  are,  $234,000  to  the  Milwaukee  and 
Mississippi  railroad ;  S200,000  to  the  Lake  Shore  ; 
$200,000  to  the  La  Crosse  ;  $200,000  to  tho  Fon 
du  Lac,  and  $200,000  to  the  Watertown  road.— 
This  fills  the  Umit  of  $1,000,000. 


Tons   Yorkshire  T  rail,  weighing  66 
lbs.   to  the  yard,  and  of  a   superior 
quality  daily  due  and  for  sale  by. 

NAYLOR  «&  CO. 


1300 


KttUPP'S 

Celebrated  Cast  Steel  Tire, 

MADE  FROM  A  SOLID  BAR  WITHOUT  WELD 

ING. 

CLASS  V, 

EXHIBITIOS  OF  THE  INDUSTRY  OF 

ALL  NATIONS,  NEW  YORK,\^Z. 

THE  above  Tire  is  submitted  for  competition 
and  FINAL  DESTRUCTION  after  the  sever- 
est tests  that  the  Judges  can  sugge.st  to  prove  its 
tenacity,  elasticity  and  TOUGHNESS. 

The  quality  of  the  Tire  is  fully  equal  to  that 
of  the  C.-ist  Steel  Axles  and  Springs,  so  extensive- 
ly used  on  the  continent  of  Europe. 

Krupp^s 

C1.LEBRATED   CAST   STEEL, 

Whiuli  ubuined  Uie  Coiuicil  Medal  at  the  Louduti  EjiliiUtion  hi 
1851. 

Wuirartted  uncipproaekable  as  to  Quality  and  Site. 

PLATKUd  aikl  utlier  Cast-Steol  Kollt-ra,  of  auy  (UaifiMiona 
not  oxcccdiiix  >>ix  fuet  lent;  by  eighteen  inches  diumeter. 
riNton  Rods  and  SUaftd  fur  Sloaiii  Kiij{iiie^,  tiutexcK'duig  ."UXMi 
lbs.  in  weijjht. 

Railway  aijd  otiicr  Axles,  Craiilu,  Siifiiii^it  and  TjTCs. 
Cannon,  Riflo  hihI  Uuu  Barrels. 
Mint  and  utlier  RuUiiig  Milla 
Orderx  received  by 

THOMAS   PROSSER  St.  SON, 

•a  Plan  street,  Nvw  York. 
9o!o  Agc-otM  for  Uie  United  Statea. 
NifT.  le,  18i>3. 


Valuable  Works  ou  Itull- 
roads.  Railway^  Knj^ineer- 
lu^,  8teaui  JUii^^lne^,  &.c. 

LAKDNER'S  RAILWAY  ECONOMY,  1  vol.S2  00 

THE  STEAM  ENGINE,  STEAM  NAVIGA- 
TION, ROADS   AND  RAILWAYS,   Ex-      ' 
plained  and  Illustrated  by  Dr.  LARDNEK, 
8th  Edition,  revised  and  improved 2  00 

TREDGOLDON    THE  STEAM  ENGINE,  iJ 
vols.,  4  to.,  }4  calf GO  00 

TREDOOLD  S  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1 

PORTWINE   ON  THE   STEAM   ENGINE.. 

BUKGOYNES  ART  OF  BLASTING  ROCKS, 
QUARRYING,  &C 

TREATISE  ON  TUBULAR  AND  GIRDER 
BRIDGES 

BAKERS    LAND    AND     ENGINEERING 
SURVEYING 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 

PRIDEAUX  ON  ECONOMY  OF  FUEL.... 

SEWELL  ON  STEAM  AND  LOCOMOTION 
Vol.  1 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 

GARRS    RAILWAY   LOCO.MOTION    AND 
STEAM  NAVIGATION 

TRAUTWINE   ON    EXCAVATIONS   AND 

EMBANKMENTS 1 

Imported  and  for  sale  by  JOHN  WILEY, 

167  Broadway,  New  York. 


60 
60 

.31 

31 

62 

60 
31 

31 


9  50 


1  76 


1 


00 


N.  York  and  ^,  Uayen  H.  U. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

SS^K      Commencing  Monday;  May  0,  1853.      j£L^^ 


TRAINS 

7  A.  M. 


8  A.  M.— 


9.10  A.JL 

11.30  A.M. 

3-00  P.HL 


FROM  NKW  TORK.  TRAIHI  TO  NEW  TORE. 

— Accoiuniodatiuii  to  S.30  A.M.— Special,  tVoui  Poit 

New  Uavea  Cliei-ler. 

ilxpreiu  for  Boston,  5.00  A.M.— Commutation  ft-oin 

(itotipiiig  at  Stam-i  New  IIuYun. 

Turd    aiid    Bridt^  0.15  A.M. — Accommodation  On 

Jiort  I  Nf  w  Uaveji. 

—Special     for    Port|8.15  A.M.— Accommodation  (in 

Cheater.  New  Haven. 

Acconimodution  for  9.35  A.M. — Kxpreea  lYom  New 


New  Ilaveti. 
— Expreaa    for    Nowl 

Ilaven,  stopping  ati 

Stamford,  Norwalk,l"07  P.M.- 

aiid  Bridgeport.       j 
4.00  P.M.— Accommodation  for 

New  Uavea 
6.00  P.M.— Expressfor  Boeton,  4.00  P.M.- 

Btopping  at  N.  Ha- 

vea  4.00  P.M.- 

6.35  P.M.— CooimuUtionturN. 

Ilaven. 
0.30  P.M.— Special 

Chester. 


Huvcii,  Stopping  at 
Bridgeport,  Nui> 
walk  uiul  Stamford, 

-Boston  KxpreM, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 

-Special,  from  Port 
Chester. 

-Acconunoilation  ftn 
New  Haven. 


Machinists^  Tools.         : 

A  SUPERIOR  CLASS, 

DESIQNED  particularly  lor  Railroad  work,  manufactured 
by  L.  B.  TING  it  CO  ,  (late  Alobicb,  Timo  it  Co  ,) 
October  7,  1863,  LOWELL,  kUM. 


».30  P.M.-Bostou       Expresa, 
for    Port  stopping  at  Bridge- 

port, Norwalk  and 
Stamford 

QEOROE  W.  WHISTLER,  Jr.,  Sup't. 
Nett  Haven,  May,  1853. 

Stuart,  Serrell  Sl  Co., 

CIVIL   ENGINEERS, 

Rooms  22,  24,  26  A  27, 

167  Broadway,  New  Tort 

Cbirles  b.  Stcart,  Edward  W.  Serrcll, 

1)ASIEL  Marsh,  Samdel  MoEi.rot. 

New  Works  on  Civil  Ensiiieerinj,'. 

THE  Field  Practice  of  laying  out  Circtilur  Curv«5»  tor  Rail- 
road*.—By  JoHW  C.  Tradtwivb,  CivU  EngiiMcr— 2nd  eili- 
tion  In  pocketrbook  form. 

A  new  aud  rapid  mi-thod  of  Calculating  tho  Cubic  Coi\t«>.U  of 
Eic«vation8  ami  EmbankmcfiUi,  by  the  aid  of  Diagrauia.— By 
John  C.  Traiifwiiie,  Ci\1l  EiiBint«er — witJi  10  Copper  Platw. 

Price  On*  Dollar  etch — po!<tai;e  on  the  Curres  Three  Cents— 
and  CD  tho  Excavation*  and  Einbankmeota,  Six  Ceota. 

Vorialabj  WILLIAM  UAMILTON, 

Hall  of  the  VraokHn  Inatituta. 
May  4, 18UL  FMadtiphia. 


£STABL.ISH£D    I796.> 
McAllister  Sl  Brother, 

OPTICIANS  and  Dealers  in  Mathematiual  Inatruniaitf,  at 
the  old  establislied  ktand,  4il  Chestnut  street,  Phila>lel(.hid, 
Pa.  Mathematical  Imstrumfnls  ««>|>ara(e  ai>d  in  case*,  Protrar- 
tor»,  Siwcing  Dividers,  Drawing  Pens,  Ivory  Scalea,  Tape  Mea 
surM,  Salometers,  Spy  Glasses,  Microacopes',  Spectacles,  Hy- 
Jrotneters,  Platina  Points,  Maeir  Lanteme,  etc  ,  etc  ,  etc 

Our  Illu&trate<l  and  priced  Catalogue  i8  Atrniahed  OQ  applica- 
tion and  tAiaX  by  mail  free  of  cfaaf ge. 
A'w.  IB,  1868.  fim  •;;.    o*^-..!  ;.    .  •;,. 
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$1     A  An   AAALITTLEMIAMIRAIL- 
1  ,UUU)UUUrOAD  COMPANY  SIX 

PER  CENT.  FIRST  MORTGAGE  BONDS  FOR 
SALE. 

Office  of  Winsi.ow,  Lanif,r  &  Co. } 
No.  62  Wall-st.,  Oct.  6,  1853.         i 

TnE  LITTLE  MIAMI  RAILROAD  COMPANY 
oftL-r  for  b.'ilo  one  millioa  of  their  SIX  PER 
CENT.  BONDS,  with  coupons.  Interest  and  prin- 
cipal payable  in  New  York,  the  former  half-yearly, 
Isl  of  Novenaber  and  1st  of  May.  They  are  in 
sums  of  Sl.OOO  each,  payable  the  1st  day  of  May, 
1858. 

These  Bonds  are  issued  under  the  express  au- 
thority of  lh<i  Legislature  of  the  State  of  Ohio; 
and  are  a  part  of  the  §1,500,000  Loan  authorized 
to  be  issued  by  a  vote  of  tlie  stockholders,  for  the 
purpose  of  raising  means  to  make  a  double  track ; 
the  greatly  increased  a  id  increasing  business  of 
the  road  makes  this  absolutely  necessary. 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  coniiucneiiig  at  the  City  of  Cincinnati  and 
terminating  at  Springfield;  is  now  in  complete 
running  order ;  has  cost,  including  equipments, 
stations,  st;Uion-houses,  &^c  ,  up  to  this  date 
$2,708,109  ly. 

This  Company  hold  stock  in  the  Columbus  and 
Xenia  Railroad  Company  to  the  amount  of  S386,- 
000,  which  now  commands  a  premium  of  20  per 
cent.  Also,  in  the  HiUsborougli  Road  the  amount 
ofSll,716. 

been  as  follows  : 


The  receipts  of  the  Road  have 
For  the  year  ending  Dec.  1,  1844 
For  the  year  ending  Dec. 
For  the  year  ending  Dec. 
For  the  year  ending  Dec 
For  the  year  ending  Dec. 
For  the  year  ending  Dec. 
For  the  year  endhig  Dec 
For  the  year  ending  Dec. 
For  the  year  ending  Dec.  1,  1852 
The  receipts  from  Dec.  1, 1852,  to 

1,  1853,  10  months  were 

For  the  same  period  year  before . 


1, 
1. 
1, 
1, 
1, 
1. 
1. 


1845. 
1846. 
1847. 
1848. 
1849. 
1850. 
1851. 


Sept. 


,S18.623  36 
.  46,327  58 
.  116,052  02 
.  221,139  52 
.280,086  78 
.  321,398  82 
.405,697>  24 
.487;845  89 
.620,746  36 


.544,625  59 
..411,797  06 


Increase  in  10  months $132,823  53 

The  position-  of  this  road,  being  the  natural, 
shortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  io  the 
country. 

An  inspection  of  a  map  will  show  its  connections 
to  be  many  and  imi)ortant.  This  road  operates 
the  Columbus  and  Xeuia  Road,  and  runs  in  con- 
nection with  the  Cleveland  and  Columbus  Road  ; 
in  fact  they  arc  now  run  as  one  Hue  greatly  to  the 
advanLige  of  all. 

Regular  annual  10  percent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  di- 
vidend of  6  per  cent,  iu  1852.  la  1852  two  cash 
dividends  of  5  per  cent,  were  made. 

The  present  surplus  and  reserve 

fund  amounts  to " S98,5 16  10 

The   mortgage   covers   the  entire 

line  of  road,  costing  to  date. . .  2,708,108  19 
To  be  expended  on  double  track, 

&.C 1,600,000  00 


Value  of  security $4,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
one  of  the  most  ample  character,  being  a  first  and 
only  mortgage  or  tlecd  ot  trust  (excepting  one  pf 
$100,000  to  the  City  of  Cincinnati)  on  the  Com- 
panv's  Road,  Stations,  Franclilses,  net  income,  &.c., 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  for 
the  bondhalders,  with  ample  power  to  take  posses- 
sion of  the  Road,  its  real  and  personal  estate,  fran- 
chises, &c.,  and  to  sell  the  same  to  the  highest 
bidder  for  cash,  if  default  be  made  in  payment  of 
interest  or  principal.  The  mortgage  is  for  $1,- 
600,000,  and  cannot  be  increased. 

The  Stock  owned  by  the  Road  in  the  Columbus 
and  Xenia  and  Hillsborough  Railways  will  much 
more  tbao  pay  ofl'  the  $100,000  prior  lien  to  the 


City  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, excepting  this  loan  of  $1,500,000. 

These  Bonds  are  ofiered  at  private  sale  by  thf 
undersigned,  Agents  of  the  Company. 

Printed  statements  of  the  afiairs  of  the  Com- 
pany, and  any  turther  information  relative  to  the 
securities,  will  be  given  by 

WINSLOW,  LANIER  &  CO., 
No.  52  Wall-st 


Klmira  Gar  Manufactory. 


THE  Undersigned  is  prepared  to  manufacture  for  Railroad 
Companies,  Passenger,  HaggSi^c,  Cattle,  Freisrht,  Onivel  ax»d 
Uaod  Cars,  also  Baggage  Barrows  and  FreiKht  Trucks. 

WM.  E.  RUTTER. 
Elmira,  N.  Y.,  June  1, 1853. 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  P.all- 
road  Wheels  made  from  the  celebrated  Wxford  Iron. 
All  orders  addrees>ed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  O.,  will  be  attended  to  promptly. 
Sept.  11.  18B2.         ly* 


Railroad  Car  Works. 

THE  Undereipjed  arc  prepared  to  maiiutucture  for  Railroad 
Companies,  Fus.<«Mi(;cr,  Bu^ijage,  Cattle,  Freight,  Oraveland 
Hand  Can,  also  Bag);age  Barroivg  and  Freietit  Truckt:. 

F.  HnNGERFORD  4c  CO. 
MiiyviOt,  Ky.,  Sept.  aB,  1853. 


Hufly's 

Sni^eera,  Arshltcctii  and  Drafttmen'a 

STATIONERY  EMPORIUM. 


1  irHATMAN'S  Turkey  Mill  Drawing  paper,  Trac 
'  »     ing  paper.  Plan  and  Profile,  Protractors,  Draw- 
ing Pins,  Fabers,  Jackson's  and  other  makers'  Pen 
cils;  Field,  Level,  and  Memorandum  Books  oi  van 
OU8  patterns;  Mathematical  Instruments,  Tape-lines, 
Mouth  Glue,  Cross  Section  paper,  Triangles,  Sabel 
Brushes,  Gum  Bands,  Maiden  Gum,  Red  Tape,  Ink. 
Inkstands  and  Sand,  Water  Colors,  Pallets,  Patent 
Binders  for  letters.  Portfolios,  etc.,  toeether  with  a 
tneral  assortment  of  Stationery  and  Blank  Books 
111  goods  packed  with  care,  and  farwarded  to  any 
.ft  of  the  United  States. 

JOSEPH  HUFTY, 
Successor  to  H.  L.  Lipman, 
139  Chestnut  St.,  Philadelphia 
May  15,  1851. 


To  Railroad  Companies, 
Machinists,  Car  Man- 
ufacturers, etc.,  etc. 

CHARLES  T.  GILBERT, 

NO.  80  BROAD  ST.,  NEW  YORK, 

IS  prepared  to  contract  for  furnishing  at  manufac 
turer's  prices — 
Railroaa  iron, 

Locomotive  Engines, 

Passenger  and  Freight  Cars, 
Car  Wheels  and  Axles, 
Chairs  and  Spikes. 
Orders  are  invited ;  and  all  inquiries  in  relation  to 
aoy  of  the  above  articles  will  receive  immediate  atteo 
ion. 


Bn&lo  Oar  Works. 

TOWNSEUTD  &  COrr,  Propriatoz*. 

WK  are  now  erecting  an  exteosive  Ektablishmeot  for  ths 
mauufacturv  of  Railroad  Cars,  winch  will  b«  Ausitbed 
with  all  the  cooTeniences  known  to  the  busineaa,  and  rsMlf  ^ 
operaUOQ  by  the  lat  day  of  June  next,  at  which  time  w«  wM 
t>e  ready  to  execute  order*  for  Baggage,  Box,  Platform  sad 
OatUe  Car*,  of  the  moet  approved  style  aix^  flniah.  Meaattat 
we  are  prepared  to  make  contracta  for  work  to  bs  ftoaMMd 
during  the  aummer  and  hJL 

T0WNSKN9  k.  OOIT,  SoflMa. 

r«bniM7  SI,  laia 


A.  N.  GRAY,  Cleveland,  O., 

RECEIVER  AND  FORWARDER  of  RaUroad 
Iron,  Cliairfi  and  .^ pikes 
Also,  Cars,  Ltntomotives,  and  all  kinds  of  Olachi> 
aery  for  Railroad  purpoves. 
Office  next  do<>r  to  the  Custom  House,  Uain  it. 
January  12,  1BS3. 

SIXTY  MILEij  DISTANCE  SAVED!— ONLY  THIRTY-SIX 
AND  A  UALF  HOLES  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  the 
Great  Western  U.  S  Through  Mail— FOR  CHICAGO  ANJ> 
ST.  LOUIS,  MILWAUKEE,  RACINE  KEXOSBA,  and  all 
Port8  un  Lake  Mtchit;aa — Throu^  frmii  Uuthki  to  Monroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

Tlie  foUoH'in;;  luaj^niliceiil  and  unc-vju^illed  steamers  ft-om  tlie 
line  lietweea  Dutfulo  aitd  Monroe  : 

EMPIRE  STATE.  J.  WiLSo.i,  Commander,  leave*  Buflkla 
Mondays  and  Thursda\8. 

SOUTHERN  MICHIGAN,  A.  D.  PsRHSis,  Commander, 
leav&t  Uiitralo  Tuesdavn  and  FridayK. 

NORTHERN  INDIANA,  I.  T.  Pheatt,  Commander,  lesTe* 
Butfiilu  Wediierdays  and  Saturdayx. 

One  of  the  atxtve  f)>leodid  bteanien*  will  leave  the  Micliigaa 
Soutliem  Roilrottd  Line  Dock,  at  9  o'clock,  P.  M.  ever>'  day, 
(except  Sundays)  and  run  direct  througli  to  Monroe  without 
landing,  in  14  bour$,  where  the  Litrhtning  ExpresH  Train  will  tte 
in  waiting  to  take  passengers  direct  to  Ctiicago  ui  8  hour.  ,  aa 
riving  next  evening  after  leaving  BuKilo. 

THE  L.VKE  SHORE  RAILRO.VD. 

runa  in  connection  vnlh  liui  liuc,  Ibmiiug  iho  only  continuous  line 
of  Railroad  to  Chicago  and  the  lUiooi.  River. 

For  Through  Tickets,  by  New-York  and  Erie  and  Bulhlo  aad 
New-York  City  Railroad  via  Bultalo,  or  by  the  People's  Line  oi' 
Steainbuati!,  UudiKiti  River  Railroad  via  AJt>an>  and  BuflUo,  ap 
ply  to 

JOHN  F.  PORTER,Ageiit, 
■  No.  IJC  Broadway,  corner  Dey-eU,  N,  T. 


AlOMTREAL  iL  MEW  Yo&K 

AND 

Plattsburgh  and  Montreal 

RAILROADS. 

^^  Open  through  from  PlaUaburgh  to  MorUreal.J^ 

Pameoger  Trains  leave  Montreal  for  Plattaburg  at  6  30  a.m 
and  5  p.ni.,  arrive  at  8  a.m,  and  7.30  p.m. 

Leave  Plattsburg  for  Montreal  7.30  a-m.  and  4  p.m  ,  arriva  • 
10  a.m.  and  6.50  p.m. 

Traill:-  coraiet  at  Montreal  with  Steamers  for  Quel>«c,  and  the 
3L  Lawrence  and  Atlantic  Railroad  for  Shcrbrooke  and  inter 
mediate  Etatioa 

Trains  connect  at  Mooon>  Junction  with  Northern  (Ogdent- 
burgh)  Railroad  for  Ogdenht>urgh  and  Lake  Ontario  Steam«k*  for 
Lewistoo,  Niagara  Fails  and  Upper  Canadia,  and  all  ports  on  tta* 
Wefteni  Liiketi. 

Trams  comioct  at  Plattstmrgh  by  Steamer  to  Burlington  witli 
Rutkmd  and  Riirlingtoii  Railroad  and  cacuic-ctiii^-  lines  lor  Troy, 
Albany,  New  York  and  Boston,  and  all  inteniK-dtate  atatiooa. 
W:rO  with  bteanion  for  Whituhall  tu  the  Samtoga  and  Washing- 
ton Railroad,  and  coonectiiig1uie«  ot  road  to  Troy,  Alt>aay  aBll 
New  Yoiik. 

Pa&>e<igera  will  find  this  route  uneaquelled  for  conifor  and 
dispatch,  and  attended  with  lebaif  atigue  uud  <lely  than  any  other. 
It  posse:i!<es  moreover  the  advaiilage  of  a  short  Ferriage  of  only 
fifteen  minutes  across  the  River  St.  Lawrence  at  Caugfanawaga, 
which  has  never  l>ecu  known  to  freeze,  and  can  t>e  cuofldenily 
relied  upon  at  ail  seasons  of  the  year. 

■STFricght  Tarins  rim  dail}'  each  way. 

For  parUculars  see  Fricght  and  Passenger  Tariff 

Bagoaob  cfuxkfd  through. 

H.  W.  NELSON,  Superinteodaot. 

Aiew  York  and  Erie  R.  R. 


m. 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duaoe  street, 

as  foUowR,  viz: — 


Dat  Express,  at  6  a.  m.  for  Dunkirk  and  Uuifalo. 

Maii.,  at  8^  a.m.  for  Dunkirk  and  BuflUo,  and  all  intermediate 
ststiooa.  PaHsengers  by  this  train  will  remain  over  uigbl  at  any 
:>tation  l>etw<-eu  Biughamtou  and  Coming,  and  proceed  the  next 
momiug. 

AccoMMODATiOM,  at  12X  p.m.  for  Delaware  and  all  intenna- 
diate  stations. 

Wat,  at  'i>i  p.m  for  Delaware  and  aO  tntermediate  atatlona. 

NiOBT  Express,  at  6  p.  m.  fur  Dunkirk  and  Buflalo. 

EmoKAXT,  at  0  p.m.  for  Dunkirk  and  all  mtcmiediate  atatiaaa. 

On  Sundays  only  one  Express  Train — at  6  p.m 

Tlie  Expreea  Trains  connect  at  Dunkirk  with  the  Lake  Sboia 
Railroad  for  Cieveiand.  Cincinnati,  Chicago,  etc  and  at  Bu(&la 
with  first  claaa  apltadid  steamers  for  Cleveland,  Sandusky,  Tole- 
do, Detroit  aad  Chicago. 

CHAS.  MINOT,  %affl, 


-w^tgmFWivr 


t5:2    v...>.^. 
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AMERICAN    RAILROAD    JOURNAL. 
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HFNRY  TANNER 

vs. 

the  Hudson  liicer 

Railruad  Company. 


Circuit  Court  of  iho  United 
States 

for  the  ' 

^  Northern  District  of  New  York. 

THIS  was  a  suit  brought  by  the  plaititit!'  for  an 
alleged  infringenicut  of  h-lters  patent  granted 
to  him  as  assigiiee  of  tlie  inventors,  L.  11.  Tuomi-- 
80N  and  A.  O.  Bachei.uer  :  '  lor  an  improved  llail- 
road  Brake ',  by  the  use  on  the  said  road  of  brakes 
made  on  plans,  alleged  to  have  been  uivented  by 
N'khf.miah  Hodge  and  also  by  F.  A.  Stephens  aud 
purchased  by  the  said  defendants,  from  the  said 
Hodge  &-  Stephens  and  also  for  use  of  the  j)lan  4S 
patented  to  said  Tanner. 

The  suit  was  noticed  for  trial  at  the  October 
term  of  1853,  and  put  over  the  term  by  the  motion 
of  Defendant's  Counsel  by  paying  the  costs  of  the 
term. 

And  thereafter  the  Defendant's  Counsel  made 
overtures  for  a  settlement  which  resulted  in  the 
defendant's  acknowledging  the  validity  of  plaiu- 
tiflTs  patent,  the  infringement  of  the  said  patent  by 
the  use  of  double  acting  brakes  on  the  plm  of  the 
siiid  patenLs,  and  the  Company  paying  to  the 
.said  plaintitf  for  the  right  to  use  the  said  invention 
and  for  the  withdrawal  of  said  suit  the  sum  of 
ONE  THOUSAND  DOLLARS  and  costs. 

Having  read  the  above  I  do  certify  to  the  cor- 
rectness of  the  statements  therein  contained. 

October  :i5th,  1863. 

THOMAS  M.  NORTH, 

Secret'y  and  Attorney  of  the 

Hudson  River  R.  R.  Co. 

Nae  York,  October  26th,  1863. 
This  is  to  certify  that  I  w;vs  of  Counsel  for  the 
plaintiff  in  tlie  above  entitled  cause,  that  the  suit 
was  brought  for  the  recovery  of  dam.iges  from  the 
Hudson  River  Railroad  Company  for  the  use  on 
their  cars  of  brakes,  made  on  the  plans  described 
in  the  patents  granted  to  Charles  B.Turner  on  the 
14th,  of  Nov.  1848,  to  Nehemiah  Hodge  on  the  2d, 
of  October  1849,  and  to  F.  A.  Stephens  on  the 
25Uj,  of  November  1861.  That  in  preparing  for 
the  trial  of  the  above  entitled  cause  I  made  a 
careful  examination  of  all  the  facts,  given  in  the 
notice  of  defence  and  became  satisfied  that 
Thompson  and  Bachelder,  from  whom  Tanner  do- 
rived  title,  were  the  original  and  first  inventors  of 
the  Double  acting  Brake  covered  by  the  plaintiffV 
patent  and  that  the  Brakes  of  Turner,  of  Hodgo. 
and  of  Stephens  are  infringments  of  the  said  Tan- 
ner's patent^ CHS.  M.  KELLER. 


CORROSIVE  SUBLIMATE. 

THIS  article  now  extenaively  need  for  the  preserva- 
tion of  timber,  is  manufactured  and  for  sale  by 
POWERS  dfc  WEIQHTM AN,  manufacturing  Chem- 
ists Philadelphia. 
Jan.  20.  1849. 


Draivliig^. 

BBLANDOWSKI,  Topographical  and  Orna- 
•  mental  Draughtsman  and  Designer.  Ma|js 
accurately  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations,fur- 
nitnre,  fences  aud  ornamental  foundry  work.  Ar- 
chitectural designs.  Drawitigs  from  nature  care- 
lYilly  prepared. 

References.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  corner  of  Franklin  aud 
Center  streets,  New  York.  Also  H.  V.  Poor,  Esq,, 
Editor  Railroad  Journal,  aud  Zerah  Colbum,  Asl- 
sistant  do. 

Address,  care  of  Railroad  Journal,  9  Spruce 
street  New  York. 


Henry  I.  Ibbotsoii, 

MANUnCTCRER    OP 

FILES   ANO   SAWS, 

Warranted  ol'  superior  qiwlity. 
Offlce  and  Warehoune,  218  Pearl  at.,  New  York. 


Railroad  Iron. 

2rk#^rk  TONS  FIBST  CLASS  WELSH  RAILWAY 
-\J|^|_r  IRON,  to  t>e  made  to  taxy  ordinary  T  piitteitn 
required  by  the  buyers,  and  for  »hi[)nit'tit  from  Newport,  Wiile*, 
m  December,  January,  and  Marcli  next,  apply  to  the  under- 
weutid  fcr  many  years  cooneeled  with  the  lar»f««t  hoiiae  iu  ttie 
„^e  '  JOHN  H.  AUSTIN  &  CC  ,      . 

^tf  2  luyram  Court,  Feoctiuich  «treet  Loodou. 


A  Valuable  Farm  In  Illinois 
for  Sale. 

SITUATED  in  the  Village  of  Seward's  Point  in 
MontL'o/iiertf  Couuty  7i  miles  North  of  I/ills- 
horovgk,  about  36  South  of  Springfield  the  Capital 
of  the  Stale,  about  18  West  of  the  Illinois  Great 
Central  Railroad,  about  4  or  5  North  of  the  Alton 
&,  Terre  Haute  Railroad  and  about  18  miles  West 
of  the  interser.lion  of  the  two,  containing  80  acres 
of  rich  prairie  land. 

Apply  by  letter  or  in  person  to 

S.  S.  ROCKWELL, 
No.  16  South  Second  str.  Williamsburgh. 

India-Rubber  Railroad  Car 
Springes,  etc. 

THE  UNITED  STATES  CAR  SPRING  COMPANY,  hav- 
inx  coni|>lc'ted  their  new  Factory,  are  matiufiicturiiig  aud  Air- 
iiishiiiK  to  Railroad  ComiHitiiea,  aud  Car  BuiUlem,  RXJBBUR 
UPRlXGa  of  the  l>e8t  quality,  on  the  nio^t  favorable  terms. 

Abo,  McMullen's  sui)eri<>r    WUITE  HOSE,  not  only  for 
Railroads,  but  all  other  iHirpobes,  and  of  any  uizu  or  thicknetis 
rvquired.                                            Ollica  No.  26  Cliff  street, 
Aug.\0, 1853.        8m NowJiNh*. 

Railroad  Iron. 

TWO  THOUSAND  TONS  Erie  Pattern,  58  Ibf.  to  the  yard, 
already  ithippcd,  and  expected  hero  soon — for  ualo  hv 
3S\I  JOHN  H.  HICKS,  90  Beaver  st 


The  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &c. 

Having  ample  facilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  iu  every  department  under  the  Suiierin- 
tcndance  of  H.  P.  Lanckton,  who  h.is  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaraniy  ours  to  be  equal  in  style  and  quality  to 
any  manufactured. 

Car  Maimfacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
p;itterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Rail  Road  Bridges,  &c.  made  to  order  at 
short  notice. 

Orders  Resijcctfully  Solicited. 
Address,  HENRY  SIZER,  Agent, 

Cincinnati  Ohio. 

Office  696  Fifth  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 


To  Railroad  Companies. 

COLLINS'  PATENT 

'         VENTILATORS, 

FOR 

Ventilating  all  kinds  of 
PuBMC  AND  Private  Buildings 


Railroad  Cars,  Depots,  etc. 

THE  Subscribers  would  invite  the  at- 
tention of  the  public  to  the  above 
CHlet)nited  Patent  Ventilator.  This  Ven- 
tilator i8  the  bott  one  now  known  oX,  for 
KivioK  a  pure  air  in  rooms,  ainl  qectiiig  all  foul  air.  It  haxbeen 
adopted  by  all  the  principal  Pailroad  Companies  and  Car  Fac- 
torie.j,  and  is  extctuiively  u*ed  for  [irivato  dwclliiigs,  and  for  the 
cure  of  smoky  Chimneys  cannot  be  excp|le«l.  Manuflictured  and 
for  sale  by 

BAKER  &  WILLIAMS, 
No.  406  Market  st.,  Oirard  Row, 
Sole  Agents  for  Pcnvs7jlcvnia. 

CERTIFICATE.'l. 
Engineer  Department  P.R.R.,  AUoona,  Eel>.  8,  18.53. 
This  in  to  certify  that  Mtwt;r<.  Bakkk  &  Williams,  of  406 
Market  sL,  Philadi-lphia,  have  fu^li^'hed  a  large  nunitior  <if  Col- 
lins' Patent  Qal>anized  Iron  Ventilators  for  the  P.  R.R   Co.,  and 
that  they  have  tcWvti  every  satisfaction,  actinu  fiilly  as  r.-prenent- 
ert.     I  consider  tliein  as  a  necessar>-  apiHinUase  to  an  Engine 
Uouise.    We  have  them  in  use  thirteen  inches,  and  two  fc-ct  diam- 
■»ter,  actiuK  equally  well.     So  well  satisfled  am  I  of  their  useful- 
»Kx,  tliat  the  EuKiiie  Houses  we  are  about  buikling  will  be  sup- 
ted  with  them  at  every  point  where  a  draft  is  necessary  to  free 
biuldu.ijofsmokH.  STRICKLAND  KNEASS 

PrincijuU  Aasiatant  Engineer  P.  R.R.  Co. 

Engineer  Depart.  P.  R.R.  Co.,  Pittsburgh,  May  12, 1863. 
lAes-srs.  Rakkr  &  Williams, 

Dear  Sirs— The  23  Collins'  Patent  Ventilators  ftimished  by  you 
for  the  En;;liif!  IIoiLse  at  tliis  place,  have  been  in  use  several 
months  and  their  merits  have  li>eii  flilly  lested  and  have  (fiven 
moet  perfect  satistkction  ;  beioK  constructed  on  true  principles 
of  Vuntilatioii,  aisl  tlie  workmanship  is  of  a  substantial  and  supe- 
rior character.  Vours  truly,  OLIVER  W.  BARNES, 
acaUt            Principal  AMiBianl  Engiitttr  P.  R.R.  C>>. 


To  contractors. 


CniKK  E.NCiiNKKii's  Okkick,   N.  &  1'.    R.  R.  Co.,  i 
Norfolk,  Oct.,  13,  1863.  ^ 

SEALED  PROPOSALS  will  bo  received  by  the 
undersigned  at  this  oflice  from  the  3d,  until  the 
16tli  day  of  December  next,  at  noon,  for  the  gra- 
duation and  masonry  of  02  miles  of  the  Norfolk  &, 
Petersl)urg  railro;ul  between  the  city  of  Norfolk 
and  Waricick  Sioamp  in  the  couvtii  of  Sussex. 

The  line  will  be  divided  into  sections  of  about  4 
miles,  and  bids  will  be  received  for  one  or  more  of 
said  .'sections. 

Maps  and  profiles  of  the  line  will  be  ready  for 
inspection  and  specifications  with  forms  of  propo- 
sals may  be  had  of  the  undersigned  on  and  afler 
the  first  day  of  December. 

Payments  will  be  made  in  current  money  during 
the  pr  ogress  of  the  work  in  proportion  of  four- 
fiftlis  of  the  amount  due. 

As  soon  as  practicable  after  the  examination  of 
the  proposals,  those  to  whom  the  work  will  be  al- 
lotted will  ba  duly  notified,  and  if  deemed  necess- 
ary required  to  give  bond  with  satisfactorj'  secu- 
rity for  an  amoimt  not  exceeding  one-tenth  of  the 
amount  of  work  to  be  done. 

The  comp.any  reserves  the  right  to  accept  such 
proposals  iis  in  their  judgment  will  secure  the 
promi>t  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  reject  all,  if  none  are  satisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  passes  is  of  mild  climate  and  abundant  in 
sui)plies.  Postage  on  all  communications  mnst  be 
prepaid.  i  j.     . 

W.  MAHONE. 
Chief  Engineer. 


Small  Rails. 

THE  SUBSCRIBERS  manufacture  and  keep  constantly  Ut 
■ale.  Light  Rails  of  Ihe  most  approved  patterns,  weighing 
a-i,  2S,  2j.  40  and  60  lbs  per  yard,  suiUble  for  CoUiers,  Minora, 
Quarrymen  and  Contractors,  or  for  turn  ouis,  depot  and  braocti 
tracks.  CHARLES  E.  SMITH   Jk  Co 

1744  Faimiount  Iron  Works,  Philadelphia. 

CHA8.  E.  SMITH,  HKNRlf  MORRIS, 

TUOS.  T.  TASEER,  WI8TAR  .MORRIS. 


To  Contractors. 


Ss^mm 


PROPOSALS  will  bo  received  till  sunset  Nov. 
21st  for  the  Graduation,  Masonry,  and  Super- 
structure of  tho  CLINTON  LINE  EXTENSION 
RAILROAD  from  Hudson  to  its  intersection  with 
the  Mad  River  Railroad,  a  distance  of  about  one 
hundred  miles.  The  route  occupies  a  perfectly 
healthy  country,  thickly  inhabited,  and  accessible 
at  all  points. 

Also,  at  the  same  time,  for  the  construction  of 
the  portion  of  the  Clinton  Line  Railroad  not  under 
contract  extending  to  the  Ohio  aud  Pennsylvania 
State  Line. 

SpeclQcatioRS,  Maps  and  Profiles  will  be  ready 
for  examination  ten  days  before  the  letting  at  the 
Engineer's  office  in  Hudson. 

H.  N.  DAY,  President. 
W.  B.  BRINSMADE,  Chief  Eng'r. 
Hudson,  Ohio,  Oct.  10th,  1863.   . ,     j    -       . 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTINO 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  re8pectf\illy  solicit  fVom  RAILROAD  COM- 
PANIES, orders  for  the  ParNTiNa  of  Exhibits 
Time-tables,  Circulars,  Tickets,  4^.,  ^c. 

J.  H.  SCUULTZ  St.  CO, 

Ntvo   York  AprU  9,  1868. 


AMBRiC AN   RAILROAD  JOIRN AL. 

STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 

HENRY  V.  POOR,  Editor. 
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_  ■  The  Mechanical  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerah 
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Railroad   to  the   Paclfte— Northern   Route. 

Its  General  Character,  Relative  Merits,  etc. 
By  Edwin  F.  Johnson,  C.  E. 

(Continued  from  Page  742.) 
OB8TRDCTION8  FROM  SNOWS. 

Objections  have  so  ft^quently  been  raised  to  a 


rains  arc  often  precipitjited  soon  after  entering  the 
elevated  region  and  the  winds  pass  on  over  the  re- 
maining portion  of  the  surface,  incapable  of  con- 
tributing the  rains  which  are  needful  for  vegeta- 
tion. 

These  causes  conspire  to  produce  a  great  dimi- 
nution in  the  fall  of  rain  and  snow  in  the  interior 
of  continents  compared  with  the  quantity  which 
falls  in  the  regions  near  the  sea  coast,  or  in  the 
vicinity  of  the  larger  lakes. 

In  very  wide  continents,  this  diminution  is  so 
great  as  to  give  to  the  interior  often  the  charac- 
ter of  a  Desert. 

Under  the  equator  the  annual  fall  of  ram  a- 
mounts  to  an  uniform  depth  on  the  surface,  as  com- 
puted by  Humboldt,  for  the  mean  of  both  conti- 
nents of  06  inches. 

Inlat.  19" 80  inches. 

"   "    45° 29      " 

"   '<     69° 17      " 

The  above  is  the  estimated  average  for  the  lati- 
tudes named,  varjing  of  course  in  particular  pla- 
ces from  local  causes  and  includes  both  rain  and 
snow. 

Theportioh  of  the  proposed  route  extending  from 
the  Haut  Terres  of  the  Mississippi  to  the  Pacific, 
being  the  part  which  will  probably  be  considered 
the  most  exposed  to  be  obstructed  by  snows  in 
winter,  is  situated  in  latitude  48°  N.  nearly,  where 
the  average  annual  fall  of  rain  and  snow  by  the 
above     would    be     about    thirty     inches,    add. 


route  for  a  railroad  to  the  Pacific,  lying  so  far  to :  ing  four  inches  for  the  greater  amount  which 
the  north  as  the  one  proposed,  in  consequence  of i falls  on  the  continent  of  America  compared  with 
apprehended  greater  obstructions  from  snows   in  Europe,  as  ascertained  by  numerous  observations; 


winter ,aa  to  make  it  proper  to  devote  some  space  to 
the  subject. 

In  passing  from  the  equatorial  to  the  polar  re- 
gions the  rain  and  snow  which  falls  annually  is 
found  to  decrease  iii  quantity,  and  a  similar  result 
follows  in  respect  to  places  in  the  same  latitude  in 
passing  from  the  seacoast  into  the  interior.  The 
density  or  rarity  also  of  the  atmosphere  and  its  tem- 
perature have  both  much  to  do  with  its  ci^MKity 
for  retaining  moisture. 

lo  ascending  from  the  level  of  the  ocean,  a  re- 
duction of  temperature  usually  accompanies  the 
decrease  in  density,  and  both  are  unfavorable  to 
the  retention  of  moisture,  and  hence,  where  there 
\»  a  ver^  wide  extent  of  elerated  country,  tb« 


a  quantity  which  if  uninfluenced  by  other  consid- 
erations than  that  of  the  latitude  would  give  about 
six  inches  in  depth  derived  from  the  snow  alone 
that  being  the  proportion  as  ascertained  by  obser- 
vations in  the  latitude  of  Vermont.  It  has  also 
been  asceilained  that  about  twelve  inches  of  new- 
ly fallen  dry  snow  gives  about  one  inch  in  depth 
of  water.  This  makes  about  six  feet  f  snow  for 
the  entire  fall  through  the  winter;  a  quantity  which 
if  not  dissipated  by  the  occasional  thaws  and  rains 
will  give  when  compacted  by  lying  a  long  time  on 
the  surface,  a  depth  of  not  more  than  2  to  3  feet. 

The  actual  fall  of  rain  and  snow  throughout  the 
region,  is  not  correctly  known  from  observation 
and  can  only  be  obtained  approximately  from  such 


evidence  as  is  within  reach. 

At  Fori  Brady,  Sault  Stc.  Marie,  outlet  of  Lake 
Superior,  lat.  46 J°  N.,  the  mean  for  six  years,  of 
rain  and  snow  is  29  68  inches.  At  Prairie  du 
Chien,  on  the  Mississippi,  lat.  43°  N.,  it  is  thirty 
inches.  At  the  mouth  of  the  St.  Peter's  it  is  a  lit- 
tle less  than  this,  while  at  Green  Bay  on  Lake 
Micbigan,it  is  thirty-five  inches,  owing  to  its  i>osi- 
tion  un  the  lake. 

Observations  made  in  Minnesota,  show  that  the 
prevailing  winds  in  winter,  are  from  the  north  and 
west,  occasionally  from  the  south,  but  very  rarely 
from  the  east.  This  is  doubtless  true  of  the  coun- 
try west  to  the  mountains. 

The  northerly  winds  at  that  season  bring  no 
moisture  the  entire  surface  to,  and  including  the 
Arctic  sea,  being  fast  bound  in  ice. 

Those  from  the  west  and  south-west,  which  ar<» 
frequent  in  winter  west  of  the  mountains,  bring 
with  them  from  the  Pacific  a  large  amount  of  mois- 
ture, but  meeting  near  the  coast  the  tnow  capped 
summits  of  th*"  Cascade  mountains,  the  moisture 
is  condensed  rapidly,  and  falls  the  most  of  it  in 
rain  on  their  western  slopes.  Hence  tiie  winter  in 
Oregon  and  Washington,  as  in  California,  is  the 
rainy  season,  in  which  but  very  little  snow  falls 
in  the  region  adjoining  the  coast,  even  as  far 
north  as  the  latitude  of50.'^ 

Whatever  moisture  is  not  condensed  in  passing 
the  Cascade  range  is  probably  mostly  precipitated 
on  the  higher  points  of  the  Kooskootskie  or  Sal- 
mon River  mountains,  so  that  to  the  east  of  them 
in  the  vicinity  of  the  Rocky  mountains,  on  the 
route  of  the  proposed  railroad,  and  especially  up- 
on the  plains  of  the  Upper  Missouri,  it  is  fair  to 
conclude,  that  but  little  snow  or  rain  falls  in  win- 
ter, which  can  properly  be  considered  as  the  re- 
sult of  the  evaporation  on  the  Pacific. 

When  the  winds  are  southerly,  as  they  are  at 
times  in  the  winter  in  the  region  in  question,  •» 
elsewhere,  the  humidity  with  which  they  may  be 
charged,  if  not  condensed  on  the  high  pjains  of  the 
Great  Basin,  the  Colorado,  the  Del  Norte,  and  Up- 
per Arkansas,  within  the  limits  of  which  are  many 
mountain  ranges  of  great  elevation,  are  very  com- 
pletely deprived  of  their  moisture,  by  the  cordou 
of  mountains  stretching  from  the  Cascade  Banga 
ot  Southern  Oregon  to  the  Great  Bend  of  the  Mis- 
souri, including  the  Blue  mountains,  the  Greeq 
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riv  r  mouiiiaii.s,  ilie  b  gii  bumiuiu  ut°  ihe  Wind 
river  ciihIii  Hud  ihe  BiHck  uiuUuUins.  North  of 
tlit'Si-,  u|>on  the  route  uf  the  piopused  railruad,  the 
qiiaiitii.v  of  snow  or  rain  d-  posiu  d  ia  winter  by 
tb   Nou  hfr!y  wliidn  mu>t  be  veiy  Mm  ted. 

Farlli  r  to  tlio  eatt,  in  the  vicinity  of  the  gi-eat 
l»lit'swliic!i  arc  never  coiu|ili-tflyrrozi-nover,ab<>ut 
tUe  H.iutTLmsof  tbe  Mississippi,  in  northern  and 
ea^itern  Wi^iconsiu,  both  snow  and  rain  would  rea- 
sonably be  expected  to  fall  in  larger  quantities  in 
winter  than  in  places  farther  west,  and  this  ap- 
pears to  be  the  case  from  the  iufurmatioQ  ob- 
tiiiiK-d 

Sitc.i  is  the  th'-ury  of  the  snows  arid  rains  in 
wiuL  r,  ilir  ugiout  tlie  iniirf  region  in  qui  stinn, 
fioiu  tiie  Laiios  to  tne  P.tu<fic,  bas>  d  upon  the  na- 
turai  laMTK  which  ;^<ivurn  ilie  disiributiuu  uf  mois- 
luro  over  the  eartlis  surface.  In  ri  gard  to  the 
fa  i.H,  it  is  kn  >wn  that  in  Northern  Xilinois  but 
TCiy  little  snow  falls  in  winter. 

1 1  WjsonHin  for  the  entire  portion  south  of 
Oiv«n  Bay,  the  snow  seldom  exceeds  a  foot  In 
deptli,  and  more  than  eight  inches  will  not  be 
found  ou  the  avera>;e  at  any  one  time.  In  the  vi- 
ciaiiy  of  L.ike  Michigan,  it  som -times  lias  a 
g  eater  dcpih,  but  is  Sfl  lorn  or  never  sodeepas  to 
r.-ndiT  it  n<-c"'8sary  to  resort  to  the  M»ual  means 
eiuployt- d  at  the  east  for  removing  it  from  the  rail- 
roa  Is. 

In  the  higher  and  wooded  portion  of  northern 
Wisconsin,  snow  sometimes  accumulates  to  a 
do|ith  of  three  feet  anl  upwards.  In  the  upper 
pv'Uinbula  of  Michigan  it  attains  at  times  a  great- 
er dipih. 

In  Minnesota,  about  the  source^t  of  the  Missis* 
sippi,  its  depth  is  somewhat  less  than  in  northern 
Wisconsin. 

Seymour  in  his  "Sketches  of  Minnesota,"  states 
that  the  snow  in  the  pineries  of  the  Mississippi 
the  previous  winter,  (18-19-50)  was  from  "one  to 
two  feet  deep,  and  free  from  crust.  In  milder 
winters  a  crust  is  sometimes  formed."  He  also 
states  thai  Dr.  Wiiliaiusoa  who  has  reaided  in 
that  country  fifteon  Viars  at  the  Winnebago  Agen- 
cy, above  the  latitude  of  4G°  N.  informed  him  that 
"the  snow  was  dooper  the  last  year  than  any  win- 
ter since  ho  hal  resi(k'd  there.  It  was  however, 
only  2'^  feet  d»:cp."  This  is  very  much  less  than 
near  the  Atlantic  coa.st  in  tho  same  latitude,  in 
the  valky  of  the  Mohawk^  N.  Y.  in  •  more  south- 
ern latitude  and  ai  a  much  lower  elevation  it  has 
been  known  to  be  twice  that  depth.  At  Burling- 
ton, Vt.,two  degrees  farther  south  and  340  ft.  only 
above  the  sea,  the  aver.igt*  fall  of  snow  for  ten 
years  past  according  to  Prof.  Thompson  has  been 
85  inches,  the  maximum  123  and  the  minimum 
48  inches. 

In  the  narrow  mountain  passes  of  Vermont  and 
New  Hampshfrc,  which  are  now  penetrated  by 
railroads  on  which  the  trains  ran  uninterruptedly 
at  all  seasons,  the  snow  falls  in  greater  aniouuts 
and  accumulates  to  a  greater  depth  than  ft  Bur- 
lington. 

The  Upper  ^iississippi;  unlike  the  rivers  which 
have  their  sources  on  either  side  of  the  AUeghan- 
ifcs,  has  no  winter  or  spring  floods,  none  which  can 
be  attributed  mainly  to  the  melting  of  snows  which 
have  accumulated  on  the  high  grounds  from 
whence  it  originates. 

The  river  rises  slowly  under  the  influence  of  late 
ppripg  rains,  attaining  its  greatest  elevation  iu  Jaoe, 


which  at  Duljuquu  is  hficeu  to  eighteen  feet,  and 
falls  in  the  same  gradual  manner,  causing  coui- 
parativrly  but  little  injury  to  prop';rty. 

In  respect  to  the  country  west  of  the  Coteau  du 
Missouri  in  the  Missouri  valley,  we  have  the  e\  i- 
deuco  ofL^-^Nis  and  Clark,  and  others,  that  the 
snow  does  not  fail  in  any  great  quantity  or  attain 
any  great  depth  in  winter.  In  the  journal  of  the 
former,  and  of  Serjeant  Oass,  of  their  winter  so- 
ourn  at  Fort  Maudan,  they  state  that  slight 
falls  of  snow  were  noticed  on  the  14th,  15th  and 
24th  of  November,  amounting,  altogether,  to  four 
«r  live  inches  only.  On  the  iJ7th  and  2tithof  Nov- 
t  mb«'r  it  fell  to  the  depth  of  thirtt  en  inches,  and 
•  lid  not  fall  again  until  the  2d  Jaimary.  On  the 
6tli  and  10th  of  Dec,  "the  buHiilo  darkened  thv 
prairies  in  grat  numbers."  They  kilK-d  several, 
and  "found  the  snow  six  to  eight  inchts  deep  and 
sometimes  eighteen  inches." 

On  the  .3d  and  14ih  of  Jan. were  slight  falls  of 
snow  and  ou  the  14tb  February,  the  last  during 
the  winter.  On  the  13th  February  Capt.  Clark 
returned  from  a  buffalo  hunt  and  heK-maiks,  thai 
on  the  last  da>  he  "  walked  3u  miles  on  the  ice  and 
through  snow  in  many  places  knee  deep."  On  the  6th 
of  March  the  snow  was  evidently  all  gone  as  the  In- 
dians wei-e  burning  the  prairies  to  got  an  early 
crop  of  grass.  No  mention  is  made  of  the  use  ul 
•now-shoes  during  the  \\  inter  by  themselves  ot 
by  the  natives,  or  of  their  having  been  used  iii 
former  winters. 

The  fact  that  the  buffalo  and  tho  elk  were  abU 
to  subsist  on  the  prairies  through  tho  wintei 
shows  that  the  snow  could  not  have  been  very 
deep.  The  rains  through  the  winter  were  less  fre- 
qU(.-nt  than  the  snows.  In  noticing  a  fall  of  rain 
on  the  first  of  April,  they  state  that  "  with  the  ex- 
ception of  a  few  drops  at  two  or  three  different 
times,  (January  1st  and  February  2d,)  this  is  the 
first  rain  since  the  15th  of  October  last,"  and 
they  remark  in  another  place  that  "  the  air  is  re- 
markably dry  and  pure  in  this  open  countiy,  very 
little  rain  or  snow  either  winter  or  summer." 

Catlin  states  that  "  the  horses  wbieh  the  Indians 
ride  in  this  country,  (the  Mandan  villages,)  are 
invariably  tho  wild  horses  which  arc  found  in 
great  numbers  on  the  prairies,  and  have,  unques- 
tionably, strayed  from  the  Mexican  borders,  into 
which  they  were  introduced  by  the  Spanish  inva- 
ders of  that  country,  and  now  range  and  subsi>t 
themselves  in  winter  and  summer  over  the  vast 
plains  of  prairie  that  stretch  ft'om  the  Mexican 
frontier  to  lake  Winnipeg,  on  the  north,  a  distance 
of  3000  miles."  Writing  from  the  mouth  of  the 
Teton  river,  on  the  Missouri,  he  says  that,  "  it  is 
very  evident  that  as  high  north  as  lake  Winnipeg, 
seven  or  eight  hundred  miles  north  of  this,  th< 
buffalo  subsists  itself  through  the  severest  win 
ters,'"  and  also  that  "  tho  snow  in  these  regions 
often  lies  to  the  depth  of  three  or  four  feet,  being 
blown  away  from  the  tops  and  sides  of  the  hills  iii 
many  places,  which  are  left  bare  for  the  buffalo  to 
graez  upon."'  I 

In  the  Journal  of  Mr.  Hunt,  in  Irving's  Astoria 
it  is  stated  that  the  Shayen  Indians  at  the  head  of 
the  Shayen  branch  of  the  Missouri,  catch  horse^ 
on  the  prairies  and  "  repair  to  the  Arik  ira  villages, 
where  they  exchange  them  for  corn,  beans,  pump- 
kins, etc."  These  villages  are  on  the  Missou- 
ri river  in  Lat.  46"  to  47°  N.  a  short  distance  be- 
low the  Mandans,  ..  -VT.-. 


At  the  mouth  of  the  Yellow  Stone,  foni  infoiui- 
ation  derived  from  a  gentleman  connected  with 
the  American  Fur  Comp'y.it  appears  that  the  snows 
seldom  accumulate  to  a  depth  as  great  as  three 
feet.  The  average  or  ordinary  depth  in  that  part 
of  the  Missouri  valley  is  18  to  24  inches  only. 
This  also  ajipears  to  be  about  the  average  depth 
throughout  the  remaining  portion  of  the  valley  to 
the  mountains. 

The  Missouri,  like  the  Mississippi,  is  not  swollen 
by  winter  or  early  spring  floods.  At  the  period 
of  the  breaking  up  of  the  ice  at  Fort 
Mandan  in  March,  the  river,  according  to  Lewis 
and  Clark,  rose  but  a  few  inches.  The  winter  and 
arly  spring  rains  are  not  sufficiently  copious, 
■  umbined  with  the  meltnig  of  the  snows  which 
.-annot  be  very  deep  in  the  lower  va'.lies,  to  prO' 
duce  floods  at  that  season.  | 

At  a  later  period  the  rains,  joined  to  the  influ- 
ence of  a  summer  temperature  upon  the  snows 
collecl«d  in  tho  higher  parts  of  the  mountains.. 
cau.se  the  river  to  rise  very  gradually,  attaining 
its  gt-eatest  height  in  July  when  it  soon  afur  sub- 
sides in  the  same  gradual  manner. 

Such  of  the  tributaiies  of  the  Missouri  and  of 
Claiks  river  as  are  situated  in  the  vicinity  of 
Lewis'  Pass  are  never  much  swollen  at  any  season. 
According  to  Lewis  and  Clark  the  banks  of  Medi- 
cine river  near  the  Missouri,  which  do  not  exceed 
5  to  6  fire  feet  in  height,  are  never  overflowed. 
The  Cokalahishkit,  although  its  banks  are  not  high, 
is  never  overflowed.  This  could  not  be  the  case 
if  there  was  any  great  accumulation  of  snow 
in  the  vallies  of  these  streams  in  winter.  Even 
rhe  Missouri  river  at  a  point  100  miles  nearer 
CO  the  snoVv-capped  summits  of  the  Fre- 
mont group,  with  banks  of  only  eight  feet 
ligh,  is  never  overflowed,  and  Capt.  Clark 
.says  of  the  Yellow  Stono,  which  has  its 
sources  still  nearer  to  the  snow-crowned  summits  of 
the  Wind  river  and  Black  Mountains,  that  "  its 
banks,  although  low,  are  never  ssulj^-ct  to  be  ovcr- 
dowed  except  in  the  vicinity  of  the  moim- 
tidiis." 

Lewis  and  Clark  when  passing  the  Kooskootskie 
Mountains  found  the  snow  in  the  List  days  of  June 
from  2  to  8  feet  deep,  on  the  average,  for  GO  miles. 
One  week  afterwards  they  were  on  the  summit  of 
Lewis'  Pass,  between  Clarks  river  and  the  Missou- 
ri, where  every  vestige  of  snow  had  disappeared 
and  vegetation  was  in  an  advanced  state  ;  an  evi- 
dence both  of  the  less  amount  of  snow  upon  that 
summit  and  of  its  lower  elevation. 

The  obstruction  offered  by  snows  to  the  move- 
ment of  trains  on  a  railroad  depends  upon  their 
depth,  suddenness  of  their  fall,  and  accumulation 
by  drifting,  and  also  by  the  width  of  the  passage 
or  valley  through  the  mountains  occupied  by  the 
road.  It  will  be  seen  by  the  description  already 
given  of  Lewis'  Pass  that  the  valley  is  an  open 
one,  and  is  not  enclosed  between  very  high  moun- 
tains and  consequently  the  land  will  not  be  expos- 
ed to  slides  or  avalanches  from  adjoining  slopes. 
Wherever  accumulations  oi'  snow  may  chance  to 
occur  from  drifts,  ample  space  exisLs  for  its  dis- 
placement by  tho  usual  and  thoroughly  effective 
means  resorted  to  in  similar  cases  on  all  railroads; 
means  which,  upon  a  road  doing  a  large  business, 
are  always  at  command,  and  being  constantly  ap- 
plied, will  make  it  impossible  for  the  snows  to 
accumulate  in  so  large  a  quaatity  upon  the  track, 
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in  the  region  in  question,  as  to  form  a  verj'  seri- 
ous obstacle  to  the  movement  of  trains. 
'  Throughout  the  entire  distance  from  the  lakes 
to  the  Rocky  Mountains,  it  is  quite  certain  that  the 
quantity  of  snow  is  very  limited,  and  that  it  falls 
mostly  In  November  and  the  first  part  of  Decem- 
ber. After  that  peiiod  there  is  very  little  humid 
ity  in  the  air  or  evaporation  to  produce  it  from 
local  causes,  and  the  temperature  is  then  too  low 
for  it  to  reach  that  region  from  any  very  remote 
source.  Thu  winters  are  in  general  characterized 
by  a  fine  bracing  atmosphere,  greate  unifoimity 
in  the  weather,  more  so  than  is  experienced  near 
the  coast,  the  cold  occasionally  intense,  but  on 
the  ^hole  quite  as  agreeable  and  probably  more 
favorable  to  health  than  the  winters  of  New  Eng- 
land. ;■■   J  :■:■  -''  ■  . 

Upon  that  portion  of  the  proposed  route  lying 
between  the  Rocky  and  Cascade  range  of  moun- 
tains the  snow  falls  to  a  greater  depth  Iban  upon 
the  portion  last  under  consideration.  Cora.  AVilkes 
informs  us  that  in  the  Columbia  valley  north  of 
the  latitude  of  49°,  a  region  covered  mostly  by 
dense  forests,  "  tbe  snow  lies  on  the  ground  from 
November  to  April  or  May  on  an  average  six  feet 
deep." 

At  the  missionary  station  at  Lapwai,  on  the 
Kooskootskic  river  150  miles  south  and  elevated 
1600  feet  above  the  sea,  there  is  usually  but  little 
snow  and  the  "  grass  continues  green  the  year 
round."  The  mean  annual  temperature  at  this 
point  is  63°  F.  At  Walla  Walla  situated  to  the 
west  of  Lapwai  and  elevated  1300  feet  above  the 
sea,  scarcely  any  snow  falls  the  entire  winter.  On 
the  plains  of  the  Columbia  100  miles  further  north 
"  the  snow  never  covers  the  earth  more  than  a 
foot  deep." 

Capt.  Bonneville  informs  us  that  he  the  left 
Green  River  valley  of  the  Colorado  for  the  upper 
part  of  the  Salmon  river  valley  for  the  reason 
that  the  winters  in  the  former  were  represented 
as  more  severe,  the  snow  frequently  falling  to  the 
depth  of  several  feet.  He  remained,  however,  in 
the  latter  place  no  longer  than  the  last  of  Decem- 
ber, being  obliged  to  remove  to  the  valley  of  Lewis' 
river.  The  snow,  while  he  remained,  was  not  so 
deep  as  to  prevent  his  horses  from  getting  access 
to  the  grass,  and  during  that  period  and  for  the 
remainder  of  the  winter  the  incursions  of  the 
Blackfeet  Indians,  whose  territory  is  east  of  the 
Rocky  Mountains,  were  ftfiquent,  showing  that 
the  Passes  through  the  mountains  at  that  season 
were  not  only  passable  but  afforded  sustenance 
for  the  horses  of  the  Indians,  the  number  of  which 
were  increased  on  their  return  by  captures  from 
their  enemies.     ^^■y'■:''^r^■■'A:^^^■^.  ;  :•      v 

Capt.  Bonneville,  in  his  march  to  Lewis  river, 
found  the  snow  on  the  great  lava  plain,  which 
forms  a  striking  feature  in  the  character  of  its  val- 
ley, only  twenty  inches  in  depth.  His  encamp- 
ment on  the  river  was  probably  in  latitude  43i° 
N.  between  Fort  Hall  and  Henry's  fork,  at  an  ele- 
vation of  about  4700  feet,  Fort  Hall  being  4500 
feet  by  Fremont's  measurement.  Towards  the 
last  of  February  he  returned  to  the  Salmon  river. 
The  snow  upon  the  plains  was  then  30  inches  only 
in  depth.  Upon  these  plains  and  in  the  mountain 
defiles  leading  from  them,  the  buffalo  remain 
throughout  the  winter.  In  one  of  these  defiles 
Capt.  B.  found  the  "weather  moderate"  and  "  the 
g:ras9  sprouting  more  than  an  inch  in  height," 


Father  De  Smet  who  ascended  Clark's  river  in 
a  canoe  from  below  Ealispel  Lake  to  the  Mission 
of  St.  Mary's,  a  distance  of  250  miles,  in  the  be- 
ginning of  February  1846,  stales  the  depth  of  the 
snow  in  the  valley  to  be  five  feet.  The  mean  ele- 
vation of  the  valley  is  probably  about  2600  feet. 
From  the  preceding  it  is  inferred  that  from  three 
to  four  feet  is  probably  a  liljeral  estimate,  for  the 
mean  depth  of  the  m.ow  upon  the  po: lion  of  the 
proposed  route  between  the  Rocky  and  Cafteadc 
Mountains. 

In  Irving's  A.stoija  it  is  stated  that  '"  hut  little 
snow  fulls  throughout  the  winter  in  the  plains  and 
vallies  of  the  lower  part  of  the  Columbia,  and  that 
it  rarely  lies  on  the  ground  more  than  two  days  at 
a  time." 

The  remaining  portion  of  the  route  to  the  Paci- 
fic, lying  west  of  the  Cascade  or  President's 
Ran^,  it  is  well  known  ie  not  subject  to  falls  of 
snow  of  any  great  depth.  It  is  upon  that  part  on- 
ly which  is  situated  in  the  more  elevated  portion 
of  the  mountains  that  the  road  will  be  liable  to 
obstructions  from  this  cause.  Lieut  Johnson 
passed  this  r>ange  the  last  of  May  in  a  lat.  47 i  N. 
and  found  snow  uu  the  aummit  at  the  height  of 
about  5000  feet.  The  summit  was  five  miles 
across,  and  the  snow  extended  down  from  it  on 
the  east  side,  making  the  distance  covered  by  the 
snow  in  all,  eight  miles,  and  the  greatest  depth, 
ten  feet.  This  snow  being  below  the  line  of  per- 
petual congelation  was  all  accumulated  the  winter 
previous,  and  had  probably  wasted  considerably, 
so  that  the  depth  was  undoubtedly  much  greater, 
and  it  extended  much  farther  down  the  sides  of 
the  mountain.  •    ..-    \ 

Whatever  the  actual  depth  or  extent  of  the 
snow  may  have  been,  as  an  obstacle  to  the  mn- 
ning  of  trains  on  a  railroad  it  should  not  be  con- 
sidered very  formidable.  At  a  lower  elevation 
such  as  there  is  much  reason  to  expect  can  be  ob- 
tained for  the  passage  of  the  road,  not  exceeding, 
it  is  supposed,  4000  feet  above  the  sea,  there 
would  not,  it  is  believed,  have  been  any  snow  vis- 
ible at  the  period  of  Lieut.  Johnson's  visit  unless 
in  some  very  deep  and  narrow  ravine  where  the 
sun's  rays  could  not  penetrate.  The  distance 
across  the  highest  pait  of  this  range  is  short  com- 
paratively, so  that  in  the  event  of  its  being 
deemed  advisable  to  adopt  a  plan  of  construction 
for  a  road  more  than  ordinarily  expensive  to  ob- 
viate the  liability  to  obstructions  from  snows,  it 
will  not  enhance  very  materially  the  cost  of  the 
work.     '.'^■.y<:    -.■-■-;■■■.-'.,-■■.         '^'-.' ,- 

The  appreljension  that  any  extraordinary  ex- 
pense will  need  to  be  incurred  to  prevent  obstruc- 
tions from  snows  on  the  Cascade  range,  may  prove 
entirely  groundless  when  the  road  comes  to  be  lo- 
cated and  constructed. 

It  is  by  no  means  certain  that  a  pass,  even 
lower  than  that  assumed,  may  not  be  found,  or 
that  the  mountains  may  not  be  in  great  part 
avoided  and  the  gradients  lessened,  without  very 
materially  increaising  the  length  of  the  road  or 
carrying  it  into  the  territory  of  a  foreign  power. 

It  is  known  that  a  complete  opening  through 
the  Cascade  range  exists  near  the  international 
boundary,  where  it  is  passed  by  Frazer's  river,  and 
it  is  known  also,  that  Frazer's  river  at  that  point 
is  very  near  to  the  boundary,  and  may  possibly 
be  BO  near  ai  to  permit  the  location  of  the  road 
within  the  limits  of  the  United  States,  and  thu< 


avoid  the  additional  rise  and  fall  and  higher 
gradients  and  embarrassments  from  snows  con- 
sequent upon  the  passage  of  the  mountain  by  a 
more  direct  route.  The  brimch  to  the  main  line 
which  will  doubtless  ultimately  be  carried  down 
the  valley  of  the  Columbia  to  the  mouth  of  that 
river,  will  avoid  entirely,  all  the  diflBculties  of  the 
Cascade  range,  whether  proceeding  from  the  snow 
or  from  any  other  cause. 

When  the  New  York  and  Erie  railroad  was  pro- 
jected, fears  we.-e  entertained  by  many,  that  if 
built,  it  might  be  rendered  useless  for  a  portion  at 
least  of  every  winter  becau.se  of  the  snows  which 
fall  tnd  accumulate  often  to  a  great  depth  in  the 
elevatc«l  country  through  which  it  passes.  In  a 
report  in  relation  to  that  road  in  1838  I  remarked 
"  that  the  snow  in  the  latitude  of  New  York  does 
not  fall  on  the  average  more  than  about  20  or  25  ^ 
days  iu  the  year, and  upon  a  road  doing  a  constant 
business  with  locomotive  steam  power  cannot  as  au 
obstruction  exceed  the  ordinary  interruptions  to  th« 
transportation  upon  canals  from  breaches  in  the 
banks,  repairs  and  fioods  and  other  failures  during 
the  season  of  navigation." 

This  opinion  has  been  fully  confirmed  by  the 
subsequent  experience  on  that  road,  and  upon 
other  roads  in  the  northern  and  eastern  States 
where  the  snows  constitute  a  more  serious  obstacle 
to  the  regular  running  of  trains  in  winter,  than 
any  thing  of  a  similar  nature  to  be  met  with  on 
the  entire  line  of  the  proposed  railroad  of  nine- 
teen hundred  miles  from  Lake  Michigan  to  th<^ 
Pacific  Ocean,  with  the  single  exception  of  the 
few  miles  embraced  in  the  passage  of  the  Cascade 
Moimtains  already  noticed. 

It  may  be  remarked  in  concluding  this  l)ranch 
of  the  subject,  that  whatever  may  be  the  difiScul- 
ties  from  snows  on  the  proposed  northern  route,  it 
is  quite  certain  they  will  not  only  be  equalled,  but 
will  probably  be  surpassed  by  those  which  will  ba 
experienced  on  any  route  which  can  be  found 
between  it  and  the  36th  parallel  of  latitude  and 
terminating  not  farther  south  on  the  Pacific  than 
San  Francisco. 

This  follows  from  the  greater  humidity  of  the 
atmosphere  due  to  the  latitude  and  from  the  great 
elevation  of  the  Sierra  Nevada  and  Rocky  Moun- 
tuns.  It  was,  it  will  be  remembered,  not  very 
far  from  Santa  Fee  that  Col.  Fremont  lost  one-third 
of  his  party  and  all  of  his  animals  in  the  snows  of 
the  Sierra  San  Juan,  and  although  the  elevation 
he  attained  was  considerably  greater  probably, 
than  that  of  the  pass  which  he  intended  to  take 
still  it  is  evident  that  the  snows  must  at  times  fall 
to  a  depth  sufficient  to  be  an  impediment  of  rather 
a  serious  nature  to  a  railroad.  Even  upon  the 
high  plains  of  the  Arkansas  snow  storms  ha^•o 
been  known  to  prevail  with  such  suddenness  as  - 
nearly  to  overwhelm  men  and  animals  when  un- 
able to  find  shelter  from  their  violence.  What  is 
true  of  the  mountains  and  plains  of  the  Upper  ' 
Del  Norte  in  this  respect,  is  also  true  in  a  greater 
degree  of  the  Nevada  Mountains  in  California,  as 
may  be  sceii  by  Col.  Fremont's  description  of  his 
passage  across 'them  in  the  winter  of  1843-4,  and 
also  by  reference  to  the  journal  of  McKinstry 
who  was  one  of  a  party  of  emigranu,  nimiberjng 
eighty  in  all,  nearly  one-half  of  whom  perished  in 
the  snows  in  their  attempt  to  cross  the  mountains 
in  the  fall  and  winter  of  1846  and  1847. 

For  the  reasons  above  stated,  it  is  probable  (bat 
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the  ubtitiuclioas  whiob  will  bo  experienced  from 
snows  OQ  any  of  the  other  propoaed  routes  north  of 
tlie  btitucio  of  350  will  be  much  greater  than 
upon  the  one  under  consideration,  whilo  upon  the 
latter  they  will  not  be  of  so  formidable  a  charac- 
ter as  i.ot  to  be  readily  surmounted  by  a  resort  to 
the  propar  meaas,  without  involving  any  very  great 
or  unusual  expense  fyr  the  purpose,  provided  the 
road  U  Judiciously  located  and  constructed. 
To  be  caotinu»I. 

The  Lirai'pool  Docks/ 

The  docks   now  in  course  of  con'jtruetion,  as 
we  learn  from  the  Liverpool  Mercvrti,   at  the  ex- 
treme north  end   of  the   port  of  Liverpool,   (the 
New   York  of  Qreat  Britain,)  are  rapidly    ap- 
proaching   completion.      The     Huskisi^on    dock, 
wliich  is  one  of  the   largest  in  the  world,  is  con- 
structed for  the  accomnio<lation  of  ocean  steam- 
Bliips.     Tho  locks  at  the  south  end  are   finished. 
The  dock  itself  is  ready  to  receive  vessels,  water 
having  been  let  in  at  the  last  spring  tides ;   anH 
workmen  are  Dusy  paving  the  pier  and  parts  of 
the  quay,  and  constructing  the  locks  at  the  north 
end.     Large  as  the  Bramly-Moor,  Nelson,  and 
other  of  tue  northern  docks,  finished  in  1848,  are, 
they  are  outrivalled  by  this  new  evidence  of  what 
the  genius  and  enterprise  of  Liverpool  can  eff^'ct. 
The  width  of  the  east  lock-gates  is  80  feet,  10  feet 
wider  than  the  lock-gates  of  any  dock  hitherto 
constructed  at  this  port ;  the  west  locU-gates,  45 
feet.     The  water  area  of  the  dock,  14  acres  8,451 
yards,  with    quay-space   to  the   extent  of  1,122 
yards.     The  water  area  of  the  east  lock  is  4,682 
yards,   with  quay-space  of  242  yards  ;   the  water 
area  of  the  west  lock,   3,650  yards,  with  quay- 
rp  kce  of    330  yards.     No  sheds  have  at  present 
biien  erected  on  the  dock-quay,  which  is   still  in 
an   u.'ifiniahed   state;  but  bheds  have  been  con- 
structed on  the  lock-quay,   where  arrangements 
have  been  matie  for  unloading  vessels  and  for  tht* 
reception  of  cargoes.     A  large  space  of  the  west 
end  uf  the  locic  quay  is   set  apart  for  a  timber- 
yard,  and  Ibu  reiuaiiiiiig  portion  by  the  adc  of 
tho   locks,  will    be  used  as  the  sites  fur  sheds  in 
which  to  stow  away  dry  goods.     The  total  water 
area  of  the  wui-docks  along  the  margin  of  the 
Mersey,  bvljngiug  to  tho  corporation  of  Liver- 
pool, is  noA'  177  acres  3,684   yards,   with  a  quay- 
■pacu  of  12  miles  and  1,412  yards;   and   of  dry- 
basins,  ail  area  of  20  acres  8U2  yards,  with  qnay- 
tpace  cf  1  uiilo  712  yards ;  making  a  total  of  197 


Oil  Hollow  Htkilroatl  Axle*. 
By  J.  E.  McCoNNKLT,,  of  Wolverton. 

[Paper  read  at  the  Institution  of  Mechanical  En- 
gineer s.} 
The  selection  of  the  tubular  form  of  axle  origi- 
nated from  the  knowledge,  that  with  a  con 
siderably  less  weight  of  material  in  the  form  of 
the  tube,  a  much  greater  strength  can  be  obtained 
to  resist  torsion,  deflection  by  jtressure  or  weight, 
or  concussion  from  blows.  The  resistance  of  a 
solid  system  to  deflection  and  toi'sion,  increasing 
in  proportion  to  the  fouith  power  of  the  diameter 
(or  the  square  of  the  square),  but  the  weight  in- 
creasing only  as  the  square  of  tho  diameter,  two 
solid  cylinders,  having  the  rcspcctivo  diametei  s  of 
4  and  6  inches,  or  1  to  \^,  will  have  a  proportion 


acres  4,570  yards  of  water  area,  and  14  inilct  712 
}«rda  uf  quay  space ;  with  a  length  of  5  miles 
and  20  ynrds  of  river  wall.  Independently  of  this 
lar^u  extent  of  dock  space,  other  docks  are  yet 
to  bd  formed.'Qkiid  excavations  in  reference  to  ihi* 
olj.'ft  are  going  f >rward. — Tne  walls  surrounding 
tho  IlaHki»8uu  (lock,  as  well  as  the  north  dock* 
whiun  h.ive  recently  been  constructed,  and  the 
JJormaoligo  towt- rs,  to  serve  as  offices  to  the  gate- 
ker)iei>,  ar«  built  of  granite-,  and  combine  con- 
siderable b.auty  and  neatness  with  extraordinary 
durability  and  strength. 

Il«a  lilvsr  UMft. 

Th«  removal  of  this  obstruction  has  been  again 
advertised  for  contract  by  the  United  States 
QoVemment,  the  former  contractor  having  failed 
to  complete  the  work,  and  abandoned  the  enter- 
prise. By  a  commuuic.itiou  which  ai>i.>eais  in  the 
National  IntelligeuCc-r,  it  seems  that  the  raft  is  so 
funiiiilabie  that  its  removal  is  thought  impractic- 
able. According  to  this  writer,  tho  great  raft 
was  originally  one  hundred  miles  in  length,  and 
not  ten  miles  of  it  has  ever  been  removed. 
Through  this  whole  exteut  the  river  is  obstructed 
by  an  Immense  aggregation  of  logs  and  trees, 
which  hav'«  to  be  dug  up  and  sawed  out.  The  at 
temnt  to  remove  inis  lafi  was  abandoned  many 
years  »g'>,  and  a  U'-w  rout©  adopted  for  iiavieation, 
by  way  of  Q.xs  on  Pleri»  Shrevepott,  Lake  Caddo, 
and  •  canal  uom  thence  into  Ked  Kiver  above  the 
raft,  wnich  is  u.ied  to  this  day.  This,  however,  Is 
Also  annually  obstructed  by  a  raft  at  tho  upper 
f&d  fora^od  by  «very  frevhtt. 


ate)  weight  of  16  to  25,  or  1  to  l^^g,  but  a  re- 
.sistance  of  266  t«>  626,  or  1  to  2%."  Then,  if  a 
hollow  of  two-thirds  the  di.imeler  be  made  in  the 
larger  axle,  its  weight  will  be  dimiulMhed  >«  {%  X 
?-3  =  4-9  or  }4  nearly),  and  its  resistarce  onlv 
one  fifth  (%  X  ?3  X  %X  %  =  sixteen-eighty-firsts, 
or  one-fifth  nearly),  and  *he  comparison  with  the 
smaller  solid  axle  will  then  be  1  to  l}/^  in  dia- 
meter, 1  to  %  in  weight,  and  1  to  2  in  resistance, 
being  double  the  resistance,  with  %  less  weight. 

The  use  of  hollow  axles  was  tried  some  years 
a^o,  but  was  not  continued,  the  main  objection 
being,  that  there  appeared  a  great  difficulty  0'  in- 
suring, by  the  particular  mode  of  manufacture 
adopted  at  that  time,  a  sutBcient  uniformity  of 
thickness  of  the  sides  of  the  tube  throughout,  and 
also  of  the  soundness  of  material.  The  mode  ad- 
opted consi.vted  of  rolling  two  or  three  bars  of  a 
semicircuUr  cross  section,  which  were  welded 
together  with  butt-joints,  but  with  no  internal 
pressure,  and  with  solid  ends  where  the  bearings 
came.  These  axles,  having  no  mandril  or  internal 
pressure  during  the  process  of  welding,  were  found 
to  be  of  a  very  uncertain  strength  throughout  the 
axle,  and  the  weakest  point  might  be  close  to  that 
part  where  the  greatest  force  or  strain  would  be 
exArted. 

To  overcome  thess  objections,  a  mode  of  manu- 
facturing railway  axles  has  been  introduced  by 
the  writer,  which,  it  is  be'ieved,  effectually  ac- 
complishes the  object  in  view,  securing  the  utmost 
strength  with  the  least  possible  amount  of  mate* 
rial,  uniformity  of  structure  of  the  iron,  perfect 
equality  of  thickness  of  material,  and  soundness 
of  manufacture. 

The  plan  adopted  Is  as  follows : — A  number  of 
segmental  bars  of  the  best  quality  of  iron  are 
roiled  to  A  section,  so  as  to  form,  when  put 
together  ready  for  welding,  a  complete  cylinder, 
fig.  1,  abont  \)4  times  the  diameter  of  the  axle 
ifthen  finished,  the  bars  fitting  correctly  together, 
so  as  to  have  no  interstices,  and  overlapping  in 
such  ii  manner  as  to  insiue  a  perfect  and  sound 
w«ld  when  completed,  as  shown  iu  fig.  1. 


This  cylinder  of  loose  segmental  bars  is  tompo- 
rarily  held  together  by  a  screw-clip,  and  each  and 
being  put  into  the  furnace  until  a  welding  heat  i.t 
produced,  the  bars  are  iheu  partiallv  welded 
together,  and  the  clip  removed.  The  whole  cylin- 
\An  \»  then  plac«d  In  tht  Airoact,  and  brjugbt  to 


a  proper  welding  heat ;  it  is  then  paa^ed  through 
a  series  of  rollers  B,  B,  fig.  2,  which  have  each  a 
matidiil  of  an  egg  form  A,  in  the  centre  of  the 
circular  opening,  which  are  attached  and  suj)port- 
ed  on  the  end  of  a  fixed  bar,  the  bar  being  firmly' 
secured  at  the  opposito  end,  to  resist  the  end 
prcssuie  or  strain  during  the  process  of  rolling. 
The  mandrils  are  made  of  cast  iron, chilled,  fitting 
on  like  a  socket  on  the  end  of  the  bar  to  a 
shoulder,  and  they  are  secured  by  a  screw-nut,  «& 
that  they  are  easily  removed  when  required 

The  motion  of  the  rolls  is  so  arranged,  by  a  re- 
versing-clutch  on  the  shaft,  that  as  soon  as  the 
axle-cylinder  has  been  drawn  clear  through,  the 
motion  is  reversed,  and  the  axle  which  has  been 
drawn  on  the  mandril-rod,  is  again  drawn  back 
through  the  same  openings  in  the  rolls  ;  it  is  imme- 
diately passed  through  the  noxt  smaller  groove  of 
the  roll,  with  a  decreased  size  of  mandril,  and 
again  reversed  back  throngh  the  same  groove  in  a 
similar  manner,  and  so  on  through  a  series  of 
grooves  in  quick  succession,  each  decreasing  in 
size,  and  consequently  increasing  the  compression 
and  strength  of  tne  iron  of  which  the  axle  is  form- 
ed, and  by  the  last  groove  it  is  passed  through  it 
is  reduced  to  the  proper  diameter.  At  each  time 
it  is  changed  from  one  groove  to  another,  the  axle- 
cylinder  is  turned  by  the  workmen  a  quarter 
round,  so  as  to  equalise  the  pressure  on  every 
part  of  its  surface,  to  insure  uniformity  of  the 
compression  of  the  iron,  and  thoroughly  complete 
a  sound  welding  throughout  every  part  of  the 
axle. 

The  specimens  before  the  meeting  showed  the 
soundness  and  perfection  of  the  manufacture,  as 
a  proof  of  which,  in  every  test  applied,  either  by 
blows  on  the  outer  surlace  or  by  an  immense 
sphtting  pressure,  by  driving  a  mandril  in  the  in- 
urior,  there  has  never  been  found  in  any  one  in- 
stance a  failure  of  the  weld,  although  the  test  has 
been  applied  to  pieces  cut  ofl'  tlie  extreme  end, 
where  it  might  be  supposed  tlie  welding  of  the 
cylinder  of  the  axle,  from  various  caascs,  would 
not  have  so  good  a  chance  o '  being  perfect. 

ThH  axle  at  this  stage,  afu;r  hi  ing  welded  and 
drawn  down  in  the  rolls  to  the  pioper  size,  is 
taken  at  once  to  a  hammer,  where  it  is  planished 
between  semicircnlar  swages  over  its  entiie  sur- 
face. A  small  jet  of  water  jilays  upon  it  during 
this  process,  which  enables  the  workman  to  detect 
at  once,  by  the  inequality  of  colour,  any  unsound- 
ness in  the  welding.  From  tne  hammer  i:  is  taken 
to  the  circular  saws,  where  it  is  cut  accuiately  to 
the  length  required,  and  ready  to  have  the  bear- 
ings formed  upon  it. 

On  coming  from  the  hammer,  the  .ixle  is  found 
to  be  perfectly  clean  both  insule  and  outside,  the 
scale  being  entirely  removed.  The  cads  are  then 
re.heated,  and  gradually  drawn  down  by  a  ham- 
mer to  the  proi>er  diinc-UKions  and  form  of  the 
Journals,  a  mandril  being  Inserted  in  the  end  of 
the  lube  during  the  proce-s  of  hammering. 

Tho  formation  of  tbo  Journals  can  also  bp  pro- 
duced by  a  rolling-machine,  constructed  of  tables 
the  entire  length  of  the  axle,  rolling  transversely, 
each  table  being  a  duplicate  of  the  other,  and 
matrixes  of  the  axle  when  finished.  Or  in  another 
way,  by  two  sets  of  rollers,  each  set  consisting  of 
three  rollers  running  vertically,  b<.ingof  the  same 
diameter,  and  driven  at  the  same  velocity,  formed 
exactly  to  tho  shape  of  the  bearing,  and  set  the 
proper  distance  apart  from  shoulder  to  shoulder  of 
the  journals. 

The  manufacture  of  these  axles  has  been  in- 
trusted to  the  Pnlent  Shaft  Company,  and  a  great  - 
amount  of  credit  is  due  to  Mr.  Walker,  the  manag.-- 
ing  jwrtner  of  that  firm,  for  tho  very  excellent 
system  he  has  adopU'd  and  carried  out  in  the  pro-    • 
cess  of  manufacture.  '' 

As  an  illustration  of  the  saving  In  dead  weight,  ' ' 
take,  for  instance,  a  railway  omi>loying    15,000  ^ 
wagon*  and  carriages,  and  assume  each  of  ibes*  " 
vehicles  to  run  on  an  average  10,000  miles  per  an. 
num.     The  w«ight  of  two  axles  of  the  solid  do- 
Scription  finished,  is  say  6  cwt.,  and  if  replaced  with 
hollow  axles  of  equal  strength,  the  weight  per  ve« 
bi9l«  m»y  be  r«duo«d  1>^  ewt.;  this  taktn  or^  ^^^^ 


^^■■J"^- '-;  itv^-pv. 
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one  miiu  of  the  j»b  >ve  stock  per  annum  will  be 
11,250,000  tons,  and  as»;U"iing  the  c^st  of  traction 
for  locomotive  power  at  ^^  I.  per  ton  psr  mll«,  the 
Baring  will  amourit  to  £11,700,  por  animm,  withou: 
taking  into  account  the  other  advantagcB,  aud  also 
the  saving  to  the  permanent  »v-ay,  &c. 

In  the  samples  of  axles  submitted  to  the  meet- 
ing, two  difforent  kinds  of  bearings  were  shown, 
the  parallel  bearing  with  tho  rouadetl  shoitlder, 
and  also  the  double  conical  bearing,  such  as  i?. 
used  on  the  Great  North"rn,  Great  Western,  Bristol 
and  Exeter,  South  Wales  and  South  Devon  rail- 
ways. In  either  description  of  bearing,  the  hoi 
low  axle  Is  good,  although  it  is  believed  that  the 
conical  bearing  for  eUher  tho  solid  or  hollow  axle 
has  less  tendency  to  injure  the  texture  of  the  iron 
during  the  formation  of  the  journal  than  tho  par- 
allel Bhouldered  axle,  and  it  appears  a  matter  well 
deserving  the  consideration  of  the  Institution,  to 
ascertain  what,  under  all  conditions.  Is  th«  best 
form  of  axle  bearing. 

Experiments,  conducted  by  Mr.  Marshall,  the 
Secretary  of  the  InstitiUion,  liavo  been  tried  f>r 
the  purpose  of  ascertaining  the  comparative 
strength  of  the  hollow  and  solid  axles  to  resist  a 
transverse  strain.  Each  axle  was  supported  on 
ra.%'*sive  castriron  blocks,  fixed  at  a  distanco  of  4 
ft.  11  in.  apart,  to  represent  the  support  given  by 
the  rails  to  the  axle.  A  c;u>t-iron  block  weighing 
18  cwt.  was  then  let  fall  on  the  centre  of  tho  axle 
from  a  height  of  12  feet,  and  the  extent  of  bend- 
ing was  measured.  Tho  axlo  was  then  turned 
half  round,  and  another  similar  blow  given  on  the 
opposite  side,  banding  it  in  tho  opposite  direction. 
This  proceeding  was  repeated  until  the  axlo  was 
broken.  The  general  results  of  thes  J  experiments 
are  as  f>nows: — 

An  Old  S>!U  Ax'f,  B}^  inches  diameter  in 
centre,  ;ind  4|^  inches  at  ends,  which  had  been  at 
work  three  years,  was  bent  8'^  inches  by  the  first 
blow ;  it  was  nearly  btraightened  by  the  second 
blow  in  the  opposite  direction,  then  bent  10  inches 
by  iha  third  blow,  and  with  the  sixth  blow  it  wiis 
broken  in  the  centre  squ.-ire  across. 

A  Nno  S!>Ud  ArU,  of  the  same  dimensions,  was 
bent  9%  inches  by  the  first  blow,  then  ne.irly 
straightened  by  tho  second  blow,  and  beat  9>^ 
Irches  bj'  tho  third  blow,  and  by  the  fourth  blow 
2}4  inches,  and  by  the  fifth  blow  it  was  broken 
^-inch  from  the  centre.  The  appearance  of  the 
racture  w;».s  crystalline  over  three-fnurths  of  the 
section,  the  remaining  part  tough  fibre. 

A  N"w  II illmt'  ArJe,  4^8  inches  diameter 
throughout,  was  bant  5  inches  by  the  first  blow, 
nearly  Btraightened  by  tho  second  blow,  and  bent 
again  5  inches  by  the  third  blow.  The  ninth 
blow  bent  it  i)-^  inches,  and  the  tenth  blow  1^ 
inch.  Up  to  tiie  fifteenth  blow  it  was  bent  alter 
nately,  the  bands  varying  from  2  to  34  inches. 
There  was  no  appearance  of  failure  or  cracking, 
but  a  slight  rising  of  tho  surface  at  the  fifteenth 
blow  The  blows  were  continued  to  the  twenty- 
seventh,  tho  bends  varying  from  2  to  3^  inches, 
and  at  this  blow  a  fracture  took  place  across  the 
middle  of  tho  axle  IJ  inch  long.  Tiio  twenty- 
eighth  Wow  bent  it  ^'-inch,  and  closed  tho  frac- 
Inre  on  the  opposite  side  made  by  the  preceding 
blow.  By  the  iwenty-niuth  blow  it  was  fractured 
two  third^  through,  and  bant  9i  inches,  the  ap- 
pearidco  of  th-?.  fi-acture  being  very  fibrous. 

A  ?-cond  seri  ?s  of  experiments  was  made,  to 
ascertain  the  comparative  strength  of  the  journals 
oj"  the  hollow  and  solid  axles  to  resist  breaking. 

Each  axle  was  sapj)Oited  on  an  anvil,  with  the 
inner  shoulder  of  the  journal  projecting  IJ  inch 
beyond  the  edge  of  th-i  anvil,  to  represent  the 
snpport  of  the  axle  in  the  nave  of  the  wheel;  100 
blows  with  two  24  lb.  Kledge-hammers  were  then 
struck  upon  the  upper  side  of  the  outer  end  of  the 
ournal,  tho  men  b>jing  changed  .ifter  striking  each 
twelve  or  thirteen  blo.v*  alternately.  Thj  amount 
of  bunding  of  thejourn:il  was  then  measured,  and 
the  axle  turned  half  over,  and  another  100  bluws 
similarly  given  on  the  opjwsitesideof  the  journal; 
the  saraa  proceeding  being  then  further  rv)p«ated. 
Tb«  general  results  of  tbe«o  experiments  are  as 

folio  WB  •  V-^*^"^     -    •Tf**.'"'?' *"«.'' 7^^'    *':-5-.*t^  ,>^  -.Y-'.  .- • 


An  Old  Solid,  Ade  with  3   by  5  inch  juurnaU, 

hat  had  baen  at  work  throe  years,  ha  1  one  j  mraal 

'>roken  off  with  205  blows,  ann  the  other  with  6^ 

olows;    both    fracturv/s  were  square  across    the 

J  mrnal  at  the  shoulder. 

A  Sew  Silid  Axle,  with  3  by  6  inch  journals, 
lad  the  Journal  broken  off  with  570  blows,  the 
fracture  being  irregular  in  form,  and  fibrous. 

A  Ni-.rii  Ildlow  Axle,  with  3  by  5  Inch  journals, 
had  4(X)  bliws  on  the  journal,  which  bent  down 
the  end  ^-inch,  and  produced  a  longitudinal  split 
in  the  under  side  33^  inches  long,  but  no  trans- 
verso  fracture. 

A  New  ffjllow  Axle  same  size  journals,  received 
800  blows  on  the  end  of  tne  Journal,  which  bent  it 
down  )^-inch,  and  split  the  joaraal  longitudinally 
on  both  sides,  but  caused  only  a  slight  transverso 
crack,  near  the  shoulder,  ^-inch  long. 

The  exnerimcnts  on  transverse  strength  by  a 


9iotiv«  Mo \V CI'  oil   '  li      B   u-*      Of*    a 

Tho  illustration  which  the  equipment  of  the 
New  York  and  Erie  railroad  furnishes  of  the  ne- 
cessity for  excessive  power  forop«Tatiiig  the  broad 
gauge  is  a  useful  on«  in  the  considcrati^nj  of  the 
re'atlve  resistances  of  the  gauges.  Th«  Eric  n-ad, 
when  the  nature  of  its  traffic  and  the  gradients  of 
its  route  are  regarded,  shows  a  weight  and  capaci- 
ty of  motive  power  found  on  no  other  road  in  the 
country. 

The  trains  are  no  longer,  and  the  freight  per 
train  no  heavier,  than  upon  the  majority  of  first 
class  freight  roads  of  the  narrow  gauge.  Onr  ob- 
ject Is  to  compare  tlie  motive  ^wer  of  this  mad 
with  those  of  th©  narrow  gauge,  whereby  a  fair 
Inference  may  bo  readily  drawn  of  tha  increased 


heavy  wf^ight  falling  on  the  centre  of  the  axle,  and  \  resistance  due  to  an  increased  width  of  ti  »ck, 
slvinar  tho    blow  o>  opposite  sides  alternat»lv,  i      ->     •         «?       i   n      j  •>     _—  *u»   V/,  .i  Vm-v 
Thow^that  the  hollow  Lie  is  nearly  double  th^j     E"?"^«'  ^«'-  ^.  '  »^'*  ^'  "P^^  »'»''  ^^'    ..     f 
strength  In  that  respect  of  the  corresponding  solid  »nd  Eria  road  arc  outside  connections,   built   by  - 
axle,  tne  amount  of  be.iding  bt-ing  only  5  iuches!  Wm.  Norris.     They   have  thirteen   inch  rylind'T, 
instead  of  ;(|^  inches;  and  tho  number  of  blows! ^1^^^,^  i^pij  stroke,  and   four  feet  drrxers  and 
required  to  break  the  hollow  axle  being  29  whiU;        j^  ^  g  ^      ^^  ^„,^^  ,„^f  ,^3  .  f.,,t,..foar 

t'le  solid  axle  bi-oto  at  the  fifth  biO'^v,  shows  thei  '  '  ,3 

hollow  axle  to  be  greatly  stronger  in/esistance  to  ^nd  a  half  do.  tire  box  .<;n>face.  and  ten  and  oiie- 
fraciure.  j  eighth  do,  of  grate.     Weight  32000  lb«.,  cf  which 

The  hollow  axle  became  i^-inch  oval  in  tho.  22.300  lbs.  are  on  drivers.    Steam  used  at  one  re- 
centre  after  receiving  the  «eventh  blow,   and  i'j  volution  6.145  ruble  feet. 

was  onlv  i^i  inch  oval  at'tv-T  receivmg  the  twenty-       „     .        ^      j  r   i.    x-      •     i.        irt«^-     u » 

eighth  blow  just  before  fracture  ;  beit.g  bulged!  E-^Jincs  4  and  5,  by  >QrriH,  have  10^  inch  crl-  ^ 
outwards  1-16  inch  at  each  side,  and  1-16  Inch  in-  { Indtirs,  eighteen  inch  stroke,  four  drivers,  4  feet  7 ' 
wards  at  top  and  bottom  from  tho  original  circular  1  inches  in  diameter,  and   four  trucks.  213  square 

section.  ,      ,  ,  ,     ,        I  feet  of  tube  surface,  33  do.  of  fire  box  surface,  and 

The  experiments  on  strength  of  journals  show,!  .  ir  i-t »  oo-oAtK. 

thatinstead  of  the  Journals  breaking  ofl"  square  ;««^"»  ^^-^  *  ^'^^f'^^  «<^e^'-»*««-     Weight  30,.  00  lbs 
and  short  at  the  shoulder,  as  in  the  solid  axles,  |  of  which  21 ,100  lbs.  are  on  drivers.     Steam  tiscd 
the   hollow-axle  journals  stand    a    considerably  j  at  one  revolution  3.782  cubic  feet, 
greater  number  of  blows   and  then  only  split  upj     jj      g    ^,     g  Ketchnm  and  Groerenor, 

longitudinally,  instead  of  breaking  off  iransverse-i  „U /.  .«■  ,.  j-         «.  «-«  lu       x.      t 

ly,  being  a  very  important  advantage  ia  point  of,*'e'ghs  40.6^5  lbs.;  on  drivers  24,2.:>0  lb:.,    ^o.  7, 
safety  in  working.   •  I  by  tamo  builders,  weighs  48,20U  lbs.  of  which  Sl,- 

In"th4  course  of  the  discussion  which  followed  j  300  lbs.  are  on  drivers.    Cylinders  oatfeide,  flfL«eii 

the  r.'»ding  of  tfie  p.^i^r   it  was  reinarked,  that  in;  ^^^^  ^  j^^ij.  ^  22  inchc^foar  five  foot  drivers,  and 

the  fracture  of  the  hollow  axle  all  the  iron  ap-i 

peai-ed  fibrous,  but  the  fracture  of  the  solid  axles  j  *''"^'*' 

was  mostly  crystalline;  that  the  saving  in  weight!     No.  0,  by  Baldwin,  has  outside  connection, cyl- 

of  the  hollow  axles  was  about  two-fifths  theoreti-  Inders  fifteen  inc'.ies  diam.,  stroke  13  inches,  6 

cally  to  obtain  tho  same  strength,  but  it  had  been  j  fo^^.^j^j   5^,^.1,   driven?,  no  truck  ;  eight  hundred 

taken  at  one  third  of  the  solid  axles,  to  be  on  the,      ,*  .  .    ^    .  .   .      r...*^  ._„  «.  ^  «   i.,irfl~.».^» 
r      -J        Tu     t    11-      «_i„„  ..„..,  K,.:.>»   „.>.,»  I  and  sixtv  feet  tube,  fortv-two  and  a  half  fire-l>ox, 
safe  side.     The  hollow  axles  were  being   exten-i  •  '        •  r  m      ,. 

sively  applied  on  the  North- Western,  Midland,  and  and  eight  square  feet  of  grate  burfac?.     Weight, 
Great  Northern  Railways,  and  more  than  500  had'  all  on  drivers,  44,200  lbs. 


No.  10,  by  Norris,  outside  cylinders,  twelve  and 


already  been  made ;  Eoinc   had  been  at  work  for 

nine  months  with  entire  satisfaction.  three-eight  inches  by  twenty-six  inches,  four  five 

Mr.  McConnell  observed,  that  whatever  was  the:  "  ,^/  ..         ,      -, 

nature  of  the  strain,  and  the  change  produced  by  ;f«et  drivers  and  truck  ;  708  square  feet  tube.flfty- 
concnssion,  tho  effect  of  the  continued  blows  and 'four  do.  of  fire  box,  and  ten  and  a  half  square  feet 


of  grate  surface. 
Weight  43,020  Iba.,  of  which  26,880  lbs.  ftr*  on 


concussion  to  which  a  railway  axle  was  subjected, 

must  be  greatly  diminished  when  the  axle  had  a 

large  hollow  through  the  centre,  instead  of  being 

entirely  solid,  as  the  effect  of  a  blow  on  one  siduj**'^*^'"''" 

would  be  mostly  lost  in  the  v.icait  space  of  thoj     Nos.  11,  13  and  17,  by  Swinburne,  Smith  and 

centre,  instead  of  being  all  communicated  through;  Co.,  have  the  half  crank,  cylinders  sf^ventctn  inch- 

the  mass  of  the  axlo.     He  sho\ved  specimens  ofn]^  i,y,  t,^enty  inches  stroke'.     Fout  six  feet  drivers 

hollow  and  a  solid  axle,  which  had  been  run  hot;  „„  ,  j,„„i, .  n.tL  .   r    4  .^v      s   .      •  1 .      j 

/.     .       u  •*!      ^      I  •         1..1  „      .  -    .     J  and  truck :  Jloj  S'luare  feet  tube,  Rixtrcight  ard 

for  two  houre  without  oil  m  a  lathe,  at  a  speed  1     ,.,..,  '        ••'•" 

corre^^ponding  to  about  twenty  miles  an  hoivr*  "»"  do.  fire-box,  and  12  7-8  do.  of  grnte  surface- 
travelling;  the  sulid  iournal  broke  off  with  179)  No.  11  •veighs  60,010  lbs.,  of  which  28,750  lbs.  ar* 
blows  quite  short  and  crystalliDe,  but  the  hollow  on  drivers.     No.  17  wtlghs  63,400  lbs  ,  of  which 


Journal  would  not  break  trnnsversely,  and  split 
longitudinally  in  several  places  with  iuO  blows, 
and  did  not  appear  injured. 

Mr.  Adams  said,  he  thought  the  conical  jour- 
nals wt-re  preferable  to  the  ordinary  cvlindriciil 
ones,  and  they  were  particularly  adapted  to  the 
manufacture  of  the  hollow  axles,  by  avoiding  tlie 
sudden  shoulder.  He  h.id  fou..d  the  conical  jour- 
nals less  liable  to  heat  than  the  others  when  well 
flLt;id;  lu  tho  cylindrical  JooraaH,  as  square 
sbouldera  were  found  preferable  In  practice  to 
shoulders  much  rounded,  it  was  importiuit  to 
maiatain  a  unifcn'm  strength  of  metal  at  the 
shoulder. — Civil  Engitueri  and  AfcJuUU  J^iurnol 
tor  October,  1S63.       ■  -^  .  v        ^  .  - 


31,900  lbs.,  are  on  drivers.  Nus.  14,  15,  and  16,  by 
the  same  builders,  same  as  above,  only  five  feet 
drivers,  fifty-nine  and  a  half  square  feet  of  firebox 
surface,  and  twelve  and  oiie-righth  square  fett  of 
grate.  WeigTT,  5C*,900  Ib.s.,  of  which  27,800  are 
on  drivers.  Suam  used  at  one  rcvohniou,  10.008 
cubic  feet. 

No.  12,  by  Rogers,  Ketchnm  &  Orosvcnor :  half 
crank,  seventeen  inch  cylinders,  twenty  Inch 
stroke,  six  Qvc  fett  drivers  and  truck,  lOfeO  square 
feet  tube,  sixty-seven  do.  Are  box,  and  nlleen  do. 
of  grate  surface*     Weight  58,0X)  Wn^.,  of  whicli 
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42,800  Iba.   are  on  drivers.     Stenm  used  «t  one 
rerolntion  10.608  cubic  feet. 

Nos.  18  and  19,  by  Rogers,  Ketcbum  Sl  Orof> 
venor  j  half  crank,  seventeen  inch  cylinder,  twen- 
ty inch  stroke.  Four  six  feet  drivers  and  truck ; 
nine  hundred  and  twenty-two  and  a-half  square 
feet  tube,  sixty-seven  and  one-eighth  do.  fire  box, 
and  thirteen  do.  of  grate  surface.  Weight  66,500 
lbs.,  of  which  35,750  lbs.  are  on  drivers.  Consump- 
tion of  steam  same  as  No.  1 2. 

Nob.  20,  21,  23  and  27,  by  M.  W.  Baldwin, 
same  as  eighteen  and  nineteen,  except  nine  hun- 
dred and  thirty-eight  square  feet  lube,  sixty-Gve 
and  three-fourth  fire  l>ox  and  12J^  do.  grate  sur- 
face. Weight  56,500  lbs.,  of  which  34,800  lbs.  are 
ou  drivers.  Nos.  22,  24, 25  and  26,  by  same  build- 
er, same  as  20,  except  five  feet  wheel  and  sixty 
square  feet  fire  box  surface.  Weight  54/)00  lbs., 
of  which  32,600  lbs.  are  on  drivers. 

Nos.  28,  29  and  32,  by  Rogers,  Ketcliuni  and 
Grosvenor,  same  as  Nos.  18  and  19.  Nos.  30  and 
31  by  same  builders,  have  five  feet  drivers  and  six- 
ty-one and  a  half  Sijuare  feet  of  fumac«  surface. 
Weight  64,500  lbs.,  of  which  33,500  lbs.  arc  on 
drivers. 

Nos.  33,  34  and  35,  first  class  freight  engines, 
by  Rogers,  Ketcbum  &  Orosvenor.  These  have 
half  cranks,  eighteen  inch  cyliuderd,  twenty  inch 
stroke ;  six  five  feet  drivers  and  truck.  Boilers  48 
inches  diameter,  containing  one  hundred  and  nine- 
ty-eight tubes,  one  and  three-fourth  inches  in  dia- 
meter, and  thirteen  feet  long.  1179  square  feet 
of  tube,  72  do.  of  fire  box,  and  li%  do.  of  grate 
surface.  Weight,  65,000  lbs.,  of  which  49,000  lbs. 
are  on  drivers.  Amount  of  steam  expended  at 
one  revolution  11.781  cubic  feet.  These  engines, 
having  twenty-four  tons  of  adhesive,  and  eight 
and  a  half  tons  of  truck  weight,  usually  take  12 
or  13  eight  wheel  loaded  cars,  as  a  full  train,  on 
the  sixty  feet  grades,  between  Piermont  and  Suf- 
ferns. 

Nos.  36  and  37  by  Swinburne,  Smith  St  Co.,  are 
very  nearly  the  same  as  No.  17,  by  the  same  buil- 
ders, but  are  about  half  a  ton  heavier.  Nos.  38 
and  39  are  about  the  same  as  15  and  1C,  only  a 
little  heavier.  All  the  engines  of  this  d.iss  liavc 
forty-four  inch  br-ilcrs,  and  from  one  hundred  and 
seventy-five  to  one  hundred  and  sevcMty-nine 
tubes,  one  and  thri-'e-fomth  inches  iiidiattieteraiid 
eleven  and  a  half  feet  long. 

Nos.  40,  41.  42,  4;;,  41,  and  45,  by  Roger., 
Ketchum  &>  Grosvenor,  have  nearly  thesftme  dim- 
onsions  and  weight  iut  No.  30  and  31  by  the  .saun- 
builders.  The  general  dimensions  are  identical. 
The  weight  may  be  given  as  tweuty-eight  tons,  of 
which  16  tons  arc  on  the  drivers. 

No.  46  and  47,  by  Swinburne,  Smith  &  Co.,  are 
the  same  as  Nos.  11,  15,  and  16,  by  the  same 
builders. 

No.  48  by  Swinburne,  Smith  &  Co  ,  has  liall 
crank,  sixteen  by  twenty  inch  cylinders,  four  5 
feet  drivers  and  truck.  Boiler  has  781)^  square 
feet  tube,  sixty  and  a  (|uarter  do.  fire  box,  and 
thirteen  do.  of  grate  surlace.  Weight  50,700  lbs., 
of  which  32,100  lbs.  are  on  the  dnversi.  Steam 
used  at  one  revolution  9.308  cubic  feet.  |  I 

Nos.  49,  60,  ;ind  01,   aid  Nos.   t7,  68  and    69,' 
by  Swinburne,   Sniitli  and  Co.,  Ji»ve  hali'crunks; 
seventeen  inch  cylindera,  twenty  inch  stroke,  six 
five  feet  drivers  and  truck.    1025  i  stjuare  f^et 
tube;  ilxty'one  Ami  d  balfUo,  tlrebox,  tn4  (bi^ 


teen  and  a  half  do.  of  grate  surface.  Weight,  av- 
erages 62,600  lbs.,  of  which  46,500  lbs.  are  on  the 
drivers.  Steam  used  at  one  revolution  10.608  cu- 
bic feet. 

Nos.  62.  63  and  64,  built  by  Boston  Locomo- 
tive Works,  have  inside  connections;  cylinders  fif- 
teen inches  diameter,  twenty  inches  stroke.  Four 
five  feet  drivers  and  truck.  Seven  hundred  and 
eleven  s(|uare  feet  tube,  fifty-nine  .and  a  half  do. 
fire  box,  and  ten  do.  of  grate  surface.  Weight  47,- 
920  lbs.,  of  which  30,050  lbs.  are  on  drivers.  Steam 
used  at  one  revolution  8.181  cubic  feet. 

Nos.  66  and  66  are  half  crank  engines  of  twenty- 
seven  and  a  half  tons  weight,  built  by  Rogers, 
Ketchum  and  Grosvenor.  No.  fifty-five  uses  9.308 
cubic  feet,  and  No.  56,  8.181  cubic  feet  of  steam 
at  one  revolution. 

Nos.  67  and  68  are  first  class  grade  engines,  by 
M.  W.  Baldwin.  They  are  used  as  pushers  on  68 
feet  grades.  They  have  eighteen  and  one-fourth 
inch  cylinders,  twenty-three  inch  stroke,  eight 
connected  drivers  of  four  feet  diameter.  The  boil- 
ers are  46  inches  diameter,  and  contain  147  tubes, 
two  inches  diameter  and  fourteen  foot  long.  1077 
square  feet  of  tubes,  67i  do.  of  fire  hex,  and  14  do. 
of  grate  surface,  'flu-  four  forward  drivers  are 
combined  in  a  irnck,  .jlthouirh  it  would  seem  that 
the  coupling  rods  would  prevent  any  sensible  vi- 
bration. Tlie  whole  weight  of  these  engincsi  is 
73,700  lbs.  of  which  45,700  lbs.  are  on  the  four 
forwanl  drivers  alone,  giving  11,425  lbs.,  or  nearly 
five  and  three-fourth  tons,  on  a  single  wheel. — 
Steam  used  at  one  revolution  13.927  cubic  feet. 

Nos.  69  and  60,  of  the  same  general  construction 
as  the  67  and  58,  are  lighter.  These  have  seven- 
teen inch  cylinders,  twenty-two  inch  stroke,  eight 
connected  drivers  of  forty-six  inches  diameter. 
938  sq.  feet  tube,  sixty-one  and  one-fourth  do.  fire 
box  and  thirteen  do.  of  grate  surface.  Weight  66.- 
760  lbs.,  of  which  39,460  lbs.  are  on  the  four  for- 
ward drivers.  Steam  used  at  one  revolution  11.- 
669  cubic  feet. 

Nos.  61,  62,  and  63,  by  Taunton  Locomotive 
Manufacturing  Company.  These  arc  inside  con- 
nections with  seventeen  by  twenty  inch  cylinders 
four  five  fiei  drivers  and  truck.  Boilers  forty-four 
iuehis  di.-»iue!.er,  containing  182  1,?4'  inch  tubes, 
11 '2  feet  long.  'M'.i  square  feet  tnlte,  90  do.  of  fire 
l)ox,  and  16 '«  do.  of  grate  surface.  Weight  59,400 
I'ds  ,  of  whifli  30.900  lbs.  are  on  drivers.  These 
•  ngiiies  have  nuieh  dead  weight,  owing  to  heavy 
east  iron  Jaws,  foot  boards,  steam  pipes,  separate 
cut  oflf  motion,  ele.  Steam  u.sed  at  one  revolution 
10.508  cubic  fe.t. 

Nos.  64  and  65  are  extreme  outside  coimcctions, 
built  by  Rogers,  Ketchum  Si,  Grosvenor.  They 
l)ave  17  by  20  inch  cylinders,  lour  6  feet  drivers 
and  a  truck.  796  6quarc  feet  tube,  67-3  do.  fire 
Imjx,  and  1 3^^  do.  of  grate  surface.  Weight,  55,- 
600 lbs.,  <'f  which  35,0<JO  lbs.  are  on  drivers.  Steam 
used  at  one  revolution  10.608  cubic  feet. 

No.  66,  inside  connection,  by  Rogers,  Ketchum 
and  Grosvenor,  17  by  20  inch  cylinder;  four  six 
f.-eL  drivers  and  truck,  872^^  square  feet  tube 
surface  75i  do.  flie  box  and  14  do.  of  grate  surface. 
Weight  not  given  ;  probably  38*4  tons,  of  which 
about  ISi  tons  are  ou  drivers. 
.  Nos.  7U  and  71,  in.side  connections,  by  Swin 
burue,  Umith  &  Co.,  seventeen  inch  cylinderi,  20 
inch  stroke ;  four  6  feet  drivers  ftud  true];.  048 
X-i  •iiuar*  fb«t  tubA,  71,^  do.  firo  box  and  18  1-2 


do.  of  grate  surface.  Weight  63,800  lbs.  of  which 
33,900  lbs.  are  on  drivers.  Steam  at  one  revolu- 
tion 10.508  cubic  feet 

N09.  72  to  83,  inclusive.  Inside  connections, — 
freight  engines,— by  Swinburne,  Smith  &  Co., 
used  principally  on  Western  division,  upon  40  to 
50  feet  grades,  and  generally  with  light  trains.  17 
Inch  cylinder,  20  inch  stroke,  six  four  and  a  half 
feet  drivers  and  truck.  Boilers  46  inches  diameter 
containing  157  tubes,  two  inches  in  diameter,  and 
13  feet  long  ;  1068^^  square  feet  tube,  69^^  do. 
fire  box,  and  13%  do.  of  grate  surface. 

We  regret  that  these  engines  have  not  been 
weighed,  but  judging  from  other  engines  we 
should  estimate  that  31  tons  would  be  a  fair  al- 
lowance, of  which  23  tons  are  on  the  drivers. 

Nos.  84  and  85,  extreme  outside  connections,  by 
Norris'  Brothers.  Cylinders  14  inches  dia.  by  82 
inch  stroke.  Four  7  feet  drivers  and  truck. 
708)^  square  feet  tube,  64)^  do.  firebox,  and  11  '^ 
do.  of  grate  surface.  Weight  57,460  lbs.,  of  which 
38,950  lbs.  are  on  the  drivers.  Steam  used  atone 
revolution  11.403  cubic  feet. 

Nos.  86,  half  crank,  by  R.  K.  &  6.  17  inch  cyl- 
inder, 20  inch  stroke;  six  five  feet  drivers  and 
truck.  923' 3  square  feet  of  tube,  67)^  do.  fire- 
box, and  13}  i  do.  of  grate  surface.  Weight  65,- 
175  lbs.,  of  which  47,000  lbs  are  on  the  drivers. 
Stejun  used  at  one  revolution  10.508  cubic 
feet. 

No.  87  and  112,  inside  connections,  by  Beston 
Locomotive  Works.  15  inch  cylinder,  20  inch 
stroke;  Two  5i  feet  drivers,  truck,  and  one  pair 
of  trailing  wheels.  616  square  feet  tube,  66  do.  of 
firebox,  and  11%  do.  of  grate  surface.  Weight 
not  given.  Steam  at  one  revolution  8.181  cubic 
feet. 

Nos.  88  and  89,  extreme  outside  connections  liy 
Ross  Winans.  19  inch  cylinders,  22  inch  stroke, 
eight  connected  driving  wheels  of  43  inches  diara 
eter.  9184  square  feet  tube,  855  do.  of  firebox,  and 
20i  do.  of  grate  surface.  Weight,  all  on  drivers,  66,- 
000  lbs.  Steam  used  at  one  revolution  of  drivers 
14.439  cubic  feet. 

Nos.  90  to  99  inclusive ;  inside  connections,  by 
Boston  Locomotive  Works.  Cylinders  16  inches 
by  20  inches.  Four  5i  feet  drivers  and  truck 
719%  square  feet  tube,  62^^  do.  of  firebox  and  10 
do.  of  giate  surface.  Weight  49,510  lbs.,  of 
which  30,840  lbs.  aie  ou  drivers.  Steam  used  at 
one  revolution  9.308  cubic  feet. 

Nos.  100  to  105  inclusive ;  inside  connections, 
by  R.  K.  &  G.  17  inch  cyhnder,  20  inch  stroke, 
fonr  6  feet  drivers  and  truck.  772i  square  feet 
tube  (except  102,  which  is  863  i  square  feet,)  80%^ 
do.  firebox,  and  16)^  do.  of  grate  surface.  Weight 
averages  67,600  lbs.,  of  which  37,400  lbs.  are  on 
drivers.  Steam  used  at  one  revolution  10.508 
cubic  feet.  Nos.  106  to  111  inclusive,  by  same 
builders,  are  the  same  as  above,  only  having  6 
feet  drivers  and  72;-^  square  feet  of  firebox  sur- 
face. -  J. ,-,-L  .••.■.. 

Nos.  113  and  114,  by  Taunton  Company;  inside 
connections,  cylinders  17  by  20  inches,  four  6  feet 
drivers  and  truck.  939  square  feet  tube,  90  do. 
firebox  and  16)^  do.  of  grate  surface.  Weight 
69,460  lbs.,  of  which  38,510  lbs.  are  on  the  dri- 
rers. 

Noa.  115, 116, 117,  and  118,  by  Taunton  Compa- 
ny, have  18  ioob  oyllnders  and  20  inch  stroke", 
fow  five  A>«t  drlr«rs  a»d  truck.    867i  square  (b«t 
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tube  surface.  Furnace  and  grate  area  same  as 
1 1 3.  Weight  o8,0G0  Ih?.,  of  which  37,670  lbs.  are 
on  drivers.  Steam  us<.d  at  one  revolution  11.7S1 
cubic  feet. 

N"s.  119  to  12i  inclusive;  extreme  ontside 
connections,  by  Bo.-<ton  LocmJtv^!  Works.  I'i 
inch  cylindei-8,  2G  inch  stroke,  four  5  feet  driver- 
and  truck.  792  square  feet  tube,  82J^  do.  firebox 
and  16?-^  do.  of  grate  .«urface.  Wt-ight  52,675 
lbs, of  which  31,775  lbs.  are  on  driver*.  Steam 
nsed  at  one  revolution  12.101  cubic  feet. 

Nos.  125  and  126,  by  Araoskeag  Manufactnring 
Company.  Inside  cylindL-rs,  18  inches  dia.  and 
20  inch  stroke.  Six4>^  feet  drivers  without 
trnck.  893>^  square  feet  tube,  1i^^  do.  firebox 
and  15  do.  grate  surface.  Weight  48,235  lbs.,  of 
which  21,410  lb.?,  are  on  front,  11,385  lbs.  on 
middle,  and  12,440  lbs.  on  back  drivers.  Steam 
used  at  one  rsvolutiou  11.781  ciibia  feet.  No.  12b 
has  since,  been  altered  loan  eight  wheeled  en- 
gine. : 

Nos.  127  to  132  inclusive;  inside  connectionB, 
by  Boston  Locomotive  Works.  Cylinders  17  by 
20  inches,  four  5,1^  feet  drivers  and  truck.  871  i 
square  fjet  of  tube  surface.  Weight  54,400  lbs., 
of  which  31,050  lbs.  aro  on  drivers.  Steam  Uhed 
at  one  revolution  10.508  cubic  feet. 

Nos.  133, 134  and  136,  extreme  outside  eonnectr 
ions,  by  Ntw  Jersey  Locomotive  and  Mai-hine 
Company.  Cylinders  16  by  20  inches  ;  four  5  feet 
drivers  and  truck.  G70i  square  f(!et  tube,  54|  do. 
firebox  and  12^  do.  of  grate  surface.  Weight  not 
given.  Steam  u>ed  at  one  revolution  9.308  cubic 
feet. 

Nos.  130, 137,  138  and  141,  by  same  builders, 
samo  ai  Nos.  72  to  83  inclusive,  by  Swinbame, 
Smith  &  Co. 

Nos.  139  and  140,  generally  the  same  as  Nos. 
72  to  83,  except  1,072V2  square  feet  tube,  824  do. 
firebox  and  16  J-^ilo.  of  grate  surface. 

Nos.  142  and  143,  insi  le  connections,  by  Essex 
Company.  Cylinders  17  by  20  inches ;  four  4j^ 
feet  drivers  and  truck.  Boilers  49  inches  in  diam- 
eter, containing  190  1  7-8  inch  tubes,  11  feet  long. 
1,025J^'  square  feet  of  tube,  76^  do.  firebox  and 
16  do.  of  grate  surface.  Weight  68,250  lbs.,  of 
which  36,450  lbs.,  are  on  drivers.  Steam  at  one 
revolution  10.508  cubic  feet. 

We  hare  thus  given  a  very  full  statement  of  th* 
motive  power  of  the" hading  broad  gauge  rojwi  in 
this  country,  the  one  which  Is  the  longvst  continu- 
ous road  in  the  world.  We  find  there  are  8  en- 
gines, only,  ha.  ing  cyliriders  <>f  less  than  15  inches 
diameter ;  10  with  cylinders  over  15  and  less  than 
16  inches;  20  of  16  inches;  91  of  17  inches;  11  of 
18  inches,  and  2  of  19  inches. 

10  engines  have  drivers  of  less  that  4  feet  6  in. 
diameter ;  23  have  drivers  of  4  feet  6  inches ;  65 
w  ith  5  feet  drivers ;  18  with  5  feet  6  inches ;  24  of 
SIX  feet,  and  2  of  7  feet  drivers.  \  .  •,    .  ?:  .: ,, 

We  see  that  the  weight  of  the  passenger  engines 
is  generally  28  tons,  and  that  of  the  freight  en- 
gines, generally  ft-om  29  to  323-2  *^'"^-  The  pas 
senger  ensines  have  from  8,000  to  9,500  lbs,  on  a 
single  driver,  the  freight  engines  from  8,000  to  11,' 
260'lbs. 

The  Eric  road  have  now  under  contract  for  im 
mediate  delivery   a  large  number  of  ft-eigbt  en- 
gines, 28  as  WB  are  informed,  of  extraordiuary 
Vieight  and  pov/er.    They  will  be  Inside  coouected 
('nfUiM,  h«vi»g  IS  ir.nh  cyUu4tfrs,20io«>b«tiokd, 


four  5  foet  drivers  and  truck.  The  boilers  will  b> 
of  48  inches  in  diameter  and  will  contain  197  tubes-. 
2  inches  in  diameter  and  10  feet  9  inches  l<Mig. 
The  furnace  grate  will  bo  48  inches  by  67  inches 
:iiving  19  square  feet  of  grate  surface.  These  en- 
gines must  weigh  fully  31  tons,  of  which  21  or  2". 
tons  must  be  on  but  four  drivers,  giving  f^om  10,- 
500  to  11,000  lbs.  on  a  single  point. 

The  transpoiUition  effected  by  such  heavy 
equipments  must  be  compared  with  that  of  narrow 
gauge  roads,  when  we  shall  find  that  generally 
the  length  and  load  of  the  Erie  freight  and  passen 
ger  trains  do  not  exceed  those  of  the  trains  upon 
the  narrow  track.  Frequent  observation  upon  th« 
line  of  the  road  shows  this,  while  the  average  ton- 
nage per  train  is  shown  by  the  State  Engineer^ 
Reports  to  be  about  the  same  upon  the  Erie  a' 
upon  the  Northern,  the  Central,  and  other  roads. 

In  June,  1852,  the  Northern  railroad  of  New 
York  had  28  engines,  the  heaviest  of  which 
weighed  26  1-5  tons^  when  in  full  running  order 
Of  this  weight  17  1  10  tons  were  npou  the  drivers. 
The  cylinders  were  of  15  inches  diameter  and  24 
inch  stroke;  the  drivers  two  pairs  of  i^  ieet  di- 
ameter. The  freight  engines  were  generally  o) 
22 J^  tons  weight,  having  16  by  20  inch  cylinders 
with  two  j)airs  of  4  1-2  feet  drivers  each. 

The  passenger  engines  has  mostly  15  by  18  inch 
cylinders,  with  5  to  5  1-2  f^-et  drivers,  and  weigh- 
ed from  20  1-2  to  24  9-10  tons. 

The  Boston  and  Maine  railroad,  in  Massachn- 
setts.  operating  a  heavy  freight  over  40  to  45  feei 
grades,  employs  no  engines  of  over  24  tons  weight. 
The  heaviest  freight  engines  have  16  by  20  incl' 
cylinders,  thrc^  pairs  of  46  inch  drivers  and  a  truck. 
Tl»e  usual  load  for  such  an  engine,  on  40  feei 
grades,  is  ft-om  20  to  28  eight  wheeled  cars  with 
usual  freight.  61  cars  of  four  wheels  each,  weigh- 
ing "vith  freight  391  tons,  have  been  taken  up  a 
47  feet  grade  and  through  a  b.td  reversed  curve, 
in  the  winter  time,  by  one  of  the  above  described 
engines.  This  was  an  ordinary  train  and  was  by 
no  means  employed  as  a  lest.  The  usual  patten, 
of  freight  engine  upon  this  road  has  15  by  20 
inch  cylinders,  two  pairs  of  4  1-2  feet  drivers  and 
a  truck;  weight  44,400  lbs.,  of  which  30,810  lbs. 
are  on  drivers.  Steam  used  at  one  revolution,  8,181 

cubic  feet. 

On  the  Fitchburg  railroad,  the  heaviest  engines 
are  the  same  as  upon  the  Boston  aud  Maine  rail- 
road. 

On  the  Western  railroad,  of  Massachusetts,  the 
freight  engines  have  gen"rally  16  by  20  inch  cyl- 
inders, and  four  4  1-2  fl.  driven  and  truck.  The  di- 
ameter of  boiler  is  42  inches,  the  length  of  tube 
10  1-2  feet,  and  the  whole  weight  ?bout  23  toes. 
The  Western  road  is  the  great  avenue  for  western 
freight  going  to  Boston.  The  grades  of  this  road 
ase  in  some  places  80  feet  per  mile. 

The  Baltimore  and  Ohio  road,  working  the  most 
severe  grac'es  in  the  country,  has  freight  engines 
of  nearly  equal  weight  with  those  upon  the  Erie 
road.  But  ihe  transportation  accomplished  U|x>n 
the  two  roads,  by  engines  of  nearly  equal  weight, 
is  mucli  in  favor  of  the  narrow  gauge. 

The  Eiie  rtjad  has  no  grades  to  compare  with 
those  of  the  Baltimore  and  Oaioroal,  nor  no  great 
through  traffic  like  that  of  the  Reading  road,  and 
its  motive  power  canuot  be  admitte<l  to  a  compar- 
Aiioo  witb  tbttt  of  those,  aiid  similar  roitd!!,  with 
««6«ptiouAl  gridui  or  regol&r  mtf  Imam  t.ralnR> 


It  must  therefore  be  referred  to  a  coniparason 
vith  the  ordinary  traffic  of  r.>ads  of  equa'  giades 
lad  doing  a  general  business.  Wlienever  snch 
■omparason  is  made  it  is  found  that  the  broad 
^auge  has  much  the  heavi(>st  equif>ment  for  the 
■!ame  business,  the  amount  of  increase  of  weight 
')emg  almost  exactly  proportional  with  the  increas- 
•d  width  of  its  track. 

Vlr^nlM  CrntrnI   Ralir«a4. 

The  Staunton  Spectator  has  received,  in  ad- 
vance, the  President's  Report  to  the  Eighteenth 
Annual  Meeting  of  the  Stockholders  of  the  Vir- 
:inia  Central  Railroad  Company,  from  wbich  we 
:?ather  the  following — 

The  report  urges  the  policy  of  pushing  the  work 
to  an  early  completion,  and  for  this  purpose  re- 
commends'  an  application  to  the  Legi-lature  for 
a  sufflcicTit  increase  of  capital  stock,  a^d  also  for 
.1  loan,  on  mortg;i»o,  lest  the  money  might  not  be 
■i})eediiy  raised  l»y  subscription. 

The  President  urges  the  construction  of  a  sh'Tt 
ine  from  Charlottebville  to  Richmond,  on  good 
reasons  both  of  exiK'diency  and  necessity.  A 
lonble  track  on  this  end  of  the  road  will  soon  be 
ndispensable,  and  the  advanta^^e  is  shown  on  the 
core  of  economy  in  cost  and  distance  bv  maki"g 
■  his  second  track  on  the  shortest  line,  by  which  a 
■saving  of  25  or  30  miles  can  be  effected.  Th"  old 
line  by  Gordonsviile  will,  it  is  argued,  be  proflub^e 
•ilill  as  a  branch  road. 

The  road  is  relaid  with  a  heavy  rail  from  Gor. 
lonsville  td  the  Junction,  and  the  report  recom- 
nends  the  early  substitution  of  the  h-'avv  rail 
throughout  the  line.  The  work  shops  of  the  Com- 
pany have  been  removed  to  Richmond. 

Ths  reofipta  of  the  last  yar,  enfling  the  SOth 
•f  Sept>-mber,  amonTittoS210,0.52  n,  an  ex-«*'^s 
)f  833,306  17  over  the  p-vvious  vear,  wliile  the 
exjienses  have  not  increas-.d  in  the  Ram'*  ratio.— 
This  gratifying  addition  to  the  nverues  has  oc- 
curred without  any  material  extcis'on  of  the  »oad, 
having  ben  advano'd  only  3  mi'e>  i  >  the  v«  ar. 

The  Board  recently  declared  a  dividend  of  10 
ner  cent,  on  lh^t  part,  of  th<-  stock  rrca'ed  bv  the 
icts  of  1836-'38-'47 '48  and  "51,  that  b  itg  tho 
stock  expended  on  the  part  of  the  road  now  in 
use. 

(iidiati^  an  1    i"    •••       '•       1    l»t>vt.ir. 

The  Directors  of  this  corai/any  have  been  in 
session  in  this  city  for  some  days,  and,  ax  we 
understand,  a- Ijourued  yesterday.  A  large  am  ant 
of  important  business  was  b\.fi)re  ih  m,  aiii  wjts 
di.s|K>sed  of  With  entire  ha;monyanl  un-mimty. 
Full  reports  of  the  previous  OiKjr*lioi»8  were  buo- 
mitted  to  the  Board. 

Opon  comparing  the  books,  the  amount  of  l<ical 
subscriptions  »v. r>  f 'U  d  to  be  SJ^l'J.O  0  Ani  lue 
direc  ora  flrum  eviry  p«>r  iuu  of  liie  liue  ex,'.-  i««e«l 
the  tttrongi'St  afrstirai.c  s  tiiai  the  ku-cn  would  o« 
iucreascd  larg.  ly  and  .iocnily. 

the  entire  work  hiu>  been  let  to  M  C.  Sto.y  & 
Co.,  of  New  York,  at  3!22,0o0  p  r  tuie,  to  b«  voui- 
pitted  by  the  1st  Decemucr,  l^o5. 

A  portion  of  ih.-  coiiiractors  v^en-  pr  s  n:  duri  g 
the  meeting  aiid  aiinouucod  thcir  r>.a>i:n  ss  lo 
break  ground  so  soon  as  a  sutfici^  ut  p<)rLio:i  of  the 
route  could  be  hx^te<!.  The  who:e  plan  f  t  ih«» 
prosecution  of  the  woik  was  di.'>cu^s  d  and  agreei 
on  with  euiiro  uuaniuiiiy.  Tho  B  atd  and  co.i- 
tractors  agrcijd  ou  a  vigo.ous  aud  sy&i  !n.»uc  jro- 
secaii<m  with  a  view  to  its  spc-cJy  compi'jtiOii.  A 
corps  of  engiueens  is  now  ^urveyinj;  «e.-;waiilly 
from  the  Waba-iti,  and  another  ,>ar  y  w.a  btart 
from  tuai  poiui  tasiwnrdJy  »o  sotvi  iio  it  ca  i  oo 
.orgH.iiz  d. 

From  the  V!g<»r  and  Zi-al  displayed  by  the  c  Jin- 
pauy  and  the  cunirautu  s,  i>o  in  Luc  dwuti>  caa 
be  ent'Tt.iiued  lliat  tae  r<>a I  mIJ  b<'  jusiiid  lo 
coiiipietiuii  at  the  eariieAt  p>  iii<id;  and  mUcu  c<  m- 
pleted,  we  Lave  heard  but  oue  opinion  expr.Me  i, 
a«  to  iu  value  and  impurtanctf.  TiMVeisiuy  am  it 
dotf,  VU«    \9i*'  Ucfci  i;y;ijo!j»  Qi  iljUlia,4  nii-i   li. 

ItBois,  ccaatQilag  lUe  o-ipii*!*  of  i»\v>  fwt  Sutia 
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of  the  West,  by  a  direct  East  and  West  line,  it 
cannot  fail,  when  completed,  to  command  an  im- 
mense business,  and  its  stock  must  be  equal  to 
that  of  any  road  in  the  West^~- Indiana  Sentinel. 


American   Uailroad  Journal. 
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Saturday,  noveniber  ac,  IS63« 


SIkare  and  Moaey  Itlarket. 

The  favorable  change  in  monetary  affairs  con- 
tinues. The  improvement  has  been  as  rapid  as 
was  the  opposite  tendency  a  short  time  since. 
The  stringency,  no  doubt,  was  aggravated  by  the 
action  of  the  banks,  which,  though  salutary  on 
the  whole,  could  not  fail  of  being  productive  of  a 
good  deal  of  distress,  The  curtailment  in  their 
ioans,  and  the  incease  ii,  the  amount  of  sjtccie, 
have  placed  the  banks  in  a  very  strong  condition, 
which  will  enable  them  to  assist  the  upward  ten- 
dency. The  experience  of  the  few  months  past 
will  not  be  without  its  influer.ce,  proving,  as  it  has, 
the  general  soundness  of  commercial  atfairs,  and 
of  the  financial  condition  of  railroad  couipanies. 
The  earnings  of  our  railroads  never  presented  so 
flattering  a  result  as^  at  the  present  time. 

The  stock  market  has  shown  a  very  dccldetl  ad- 
vance as  will  be  seen  by  our  tables.  The  improve- 
ment of  many  of  the  leading  stocks  from  the  low- 
est point  of  the  recent  depression,  has  been  fbom 
ten  to  twelve  per  cent.  The  tendency  still  appears 
to  be  steadily  upward.  Money  is  abundant  on 
call,  and  is  dailj-  becoming  easier  on  time  con- 
tracts. 

The  Bank  Statement  for  the  week  ending  JfoT 
10,  wa.s  as  follows : 

Nov.  19. 

Loans S83,717;662 

Specie 13,691,324 

Circulation 9,151,443 

J>epo.'iits 57,446,424 


Nov.  12. 

S82,882,409 

12,82:5,675 

9,287,629 

50,201.107 


Atlantic  and  St.  Lawrence. . .  Mahte. 

Androscoggin  and  Kennebec. .  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cumberland, " 

Boston,  Concord  andMontreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

SuUivan " 

Connecticut  and  Passumpsic . .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Wojstem  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchbiirg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma.ssachu8etts . .  " 

Worce.sti'r  and  Nashua " 

Western " 

Stonington R.I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven ... .  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Painter  " 

New  York  and  New  Haven. .  ^  " 

Naiigatuck " 

New  London  and  Niw  Haven.  " 

Norwicli  aii<l  Worc<'.stfr " 

Buffalo  .and  New  York  Ciiy.. 
IJuflalo,  Corninjc  and  N.  V'ork 

bnflalo  and  Slalo  liin** 

Oanan<laigua  .tiid  .NM.iiraia  F. , 


X.  Y 


Covington  and  L«xtn|cton  Railroad. 

The  line  of  this  road  is  completed  forty-seven 
miles  from  Covington,  and  is  making  rapid  pro- 
gress toward  Lexington.  It  has  already  readied 
a  section  of  country  capable  of  furnishing  a  lupra- 
tivo  traffic,  and  up  to  this  point,  the  roatl  willfuid 
active  and  profitable  eniplov  raoiit,  whicliand  will 
be  largely  increased  as  the  road  progresses. 

Though  the  cost  of  the  above  road  lia.s  been 
somewhat  greater    tiian  lliat  o(  nu>.st   of  Ihu   (jew 

lines  in  the  west,  tlii.s   fjut  i.s  more  tlian    ••omiH-u-  iy;«'""'<;;'lg"»  •""'  ■'>ii;U'ai:i 
.,„,,,  ....  .  ,  ^  .      Cinaiidaigua  and  Klnma 

sat«d  for  by  the  superiority,  lu  a  eomnicrtiai  p«>mH  cayu?a  and  Sn.s.,ue],ahna . . 
of  view,  of  the  ri>ute  it  oceupie.>i.  It  will  ooni)ecl 
the  "garden  of  Koiitueky"  with  the  great  city  of 
the  Ohio  valley,  and  will  form  the  busf^  or'nuiiicr- 
0U8  branch  roads  radiatiii;;  from  it  at  Lcxiii^^lon, 
and  other  points  in  its  line.  The  tendtucy  of  the 
Kentucky  tr^de,  noith  and  oast,  becomes  stronger 
every  year,  and  th'.'  opening  of  the  roads  now  in 
progress  from  the  inferior  ]>uriioiis  <»f  the  slate,  to 
the  Ohio  river,  will  couiplele  the  revolution  now 
going  on.  Cincinn.^ti  will  then  becom-;  the  jwin- 
cipal  local  market  for  t 'en tr.il  Kt-nlucky,  for  tlie 
trade  «>f  which,  t!u'  abovo  ri»ad  must  lorm  iiUe 
chief  medium  of  eonnniiniealion.  \Ve  know  of  no 
road  in  the  country  having  l!io  prosjH'ct  of  a  bejtt^TjNew  Jersey 

business,  and   which  <aii  neiihcr   be  acoomm<i>ila  ,New  Jersey  Central " 

led,  nor  drawn  oH;  by  oili.r  roads.     The   above  Cmnberland  Valley Ponn 

rojid  in  being  pushed  rapidly  f-Hward,   nunyiih     ^jllVt^T^^'fT^'     "\""      'i 

,.       .  .     ,  '        :  Harnslnirirh  and  Lam-a.stiT. . .      " 

sUndu»g  the  recent  m.-v<to  [.nssuie  m  the  m.-noy  i  phUadelphia  and  Reading. ...       " 

market,  and  is  loo  far  advauc*^  toward  ccmplc-  Philad.,  Wilmin^fton  and  Ball.      " 


Erie,  (New  York  and  Erie)... 

Hud.son  Kiver 

Harlem 

Long  Island 

New  York  Central 

Ogtlcnsburgh  (Northern) 

Oswego  atid  Syracuse 

Plattsbnrg  and  Montreal 

Rensselaer  and  Saratoga .... 

Rutland  and  Wa.shington 

Saratoga  and  W.-t.shington . .  . . 

Troy  and  Rutland 

Troy  and  Boston 

WaUirtown  and  lli>iae 

Camden  and  .\mboy 

Morrin  and  Ka.>>ex 


\.  J. 


160 

55 

72 

51 

20 

93 

35 

54 

82 

24 

15 

47 

26 

61 

120 

117 

47 

61 

24 

28 

83 

53 

69 

28 

62 

75 

42 

66 

20 

26 

45 

12 

77 

45 

155 

50 

40 

45 

72 

110 

50 

66 

61 

62 

55 

oA 

01 

1.^2 

69 

60 

47 

.^ 

464 

144 

:130 

I  95 

'504 

!ll8 

i  35 

123 

;  25 

I  60 

I  41 
i  32 
;  80 
i  06 
I  65 


Cm 


i 


e  a 


o  a 

en  u 

o 


o 
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1,538,100,  2,973,700i  6,150,278 
809,878  1,016,600:  2,064,458: 
052,621  29/, 80  :  2,514,067 
123,884i  1,459,384 
341,1001  713.605 
622,2001  2,540,217 
none.  '  1,485,000 


c  « 

.2  ^ 

00  L-  ^ 

»  o  V 


tic  rt 
£  « 

■^   es 

o  — 


I  « 


I  P 


OS 

o 


1,355,500 

285,747i 

1,649,278, 

1,485,000 

2,078,625 

3,016,634' , 

717,543' , 

600,000| 


720,900  3,002,004 


nqnc.  '  651,214 

..%....  j  1,400,000 
673,500 


254,743 
140,561 
168,114 
208,660 
23,916 
150,538 
305,806 
287,768 
328,782 


1,007,600  550,000i  1,746,516 
2,486,f»00  2,429.100!  5,577,467 
8,500,000  3,500,000112,000,000 

1,500,000 1,500,000 

392,000   700,0<X) 


1,830.000 
4,076,074 
3,]60,:]00 
4,500,000 

421,205 
1,691,100 
2,850,000 
1,050,000 
3,540,000, 

500,000 

547,015 
1,964,070' 

250,0001 


113,620nonel  80 

80,053  none  30 

100,552  none  41 

\   6  :  904 

11,256  none!  24 

70,659none!  36 

141,836  8  ,104i 

55,266,  5   48 

163,075  5  1  471 

61.^  88 

51,513  8  "100 

nonej..-. 

'none!  21 

none|  37 

266,639  nonei  25 

...j ....!  13i 

Leased  to  the  Vt.  Cent.  |100 


132,646 


495.397 


Recently 


opened. 


388,108 
659,001 
460,656 
758,810 

60,743 
229,004 
488,793 
220.445 
574,674 
164,2-30 

67,251 
322,218 
137,406 
218,679 
162,109 
1  ,.339,873 
240,572 
263,690 


1,380,610 


630,529 
329,041 


1,905,240 
150,0001  4,002,027 
300,000  3,546,214 
425,000  4,845,067 
171,800  633,906 
103,500|  1,801,046 
500,000!  3,120,391 
none,  t  l,050,00(^t 
112,3051  3,623.073 
none,  j  620,475 
819,743;  1,245,927 
282,300:  2,293,534 
none.  I  307,136 
2,140,5361  1,001,600'  3,203,333 
l,1.34,000j  171,210|  1,321,045 
5,150,000'  5,310,520;  0,953,759 

!   467,700! 

1,467,600   300,0001  1,731,408 

022,500   500,000  1,400,000 

2,350,0001   800,000}  3,150,000 

I I  2,500,000 

In  progi-es 

668,861!     800,000i  1,611,111 
3,000,000    1,641,000   4,078,487 
926,000|      440,000 
750,500      660,000 
2,121,110!      701,600'  2,606,488 
90O,000i  1,550,0001  2,550,500 

I lln  progres 

870,6361      872,000j  1,921,270 

■ [In  progres 

425,500      682,4001      987,627 
687,000      400,000;  1,070,780 
9,612,095  24,003,865  31,301,800  3,637,766 
3,740,515    7,046,395110,527,664  1,063,659 
4,725,250'      077,4631  6,102,9;^    681,445 
1,875,148|      616,246!  2,446,391     205,0G8i 
22,858,6001  2,111,824:24,974,423 
1,570,969!  2,960,760l  6,133,834 
350,000j      201,600!      607,803 
181,000 
26,000 


nonei  •••• 

none;.... 

130,8811  l}i\   024 

338,215  7  :103i 

227,434:  6   87  i 

331,2%;  7  .101  i 

30,066j  2%\   46 

72,0281  6  :  66 

241,017!  7)^1  91J 

99,689j  8  "(lOei 

232,7871  6   93i 


43,950i 


11"! 


23,415,none:  60 

101,610!none  901 

24,399i  8     I..-. 

18,648:nonej  13| 

66,900i  4>^  69i 

083,194!  Q%\  9i8 
110,8921 


139,514!  6 


61 


66 


294,269,10     jll84 
168,002;none  .... 


60,6291 none; 

114,4101 :... 

806,713    428,173   7 


Recently  jOpened.    nonei 

267,561!    116,966   4»^ 

Recently  [opened,    none 

1 jnone 


Recentlv 


o^Kined. 


76,760 
74,241 


101 

52' 
65 
86 
66 
130 

68 


174,012 
610,000 
850,000 
809,800i 
2;!7,600: 
430,0.36, 

1,011,940: 

1 ,50t),000| 
45!  1,022,420! 
31    2,197,840 


39,360ii)one 
23,496'none 
1,691,6231  7     !  7*9 
338,783lnone,  66f 
324,494   6     1  66 
44,070!  nonei  3U 

i ....!113 

480,137'    105,847none!  28 

90,616j     43,609   4     :  70 

349,775!Recently  jopened.    none: .... 

774,495|    213,078       96,737  ....   .... 


400,000   1,250,000  Recently  opened. 


040,0001  1,832,0461  173,645 
lOO.OOOJ  329,577iRecently 
700,000    1, 043,367 IRecently  opened,    inonei 


135,017inone'  80 
opened.   I ....  i  33 


63 
56 
20 
36 
96 
98 


986,106,  1,500,000 
l,184,600j        13,000 


660,0001  1,693,711!    225,15 

;  4,327,49^  l,'^88,;J85 

128,000;  1,220,325;    149,041 
476,000 


3,245,720!  603,942 
2,370,880j  260,890 
1,265,143]    118,617; 

600^000' j      750,000  Recently  opened 

830,100  713,227,  1,702,523  265,327!  106,320'  8 
6,666,83iJil0,427,800  17,141,087  2,480,626  1,261 ,987  7 
3,860,000  2,403,276,  6,813^91  tt67,786    383,601  6 


116,706;  8     ;100 
478,413,10     '146 

79,252i  4     !.... 
316,26910     181 
124,740i  31^1.... 

76,890]'  5      .... 
125 


83 
76 
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Railway  Share  List, 

CompiM  frtnn  the  Mr$f  returns — corrected  every  Wednesday — wi  apar  rdtualion  fl/SlOO. 


|tJon  {y>  jiuflVr  to  any  considerabW  ext^-'nl  from  **n 
iadvt'rse  slate  of  the  times. 


NAME  OF  COMPANY. 


a 

I 


a 


.  PennJ260 


Pennsylvania  Central 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Wafchington  branch " 

Baltimore  and  Susquehanna . .  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Prtei-sburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 

Rich. ,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central, 


i  30 
I  47 
1381 


9,768,155 


o  s 


.  ^ 

1^ 

I:* 

x 

B| 

u 

1  ^ 

1   <«' 
1    o 

*     I- 

« 

*"  "S 

1     '^ 

1    s 

^^ 

o    ■ 

V  ^ 

> 

C5 

« 

H^ 

:  ^ 

5,O0O,0O043,n0O,000'l,0i3,827    017,625 


EarniMK*  Af  UailrtMidft. 

Tbf  l.»i;;i';  and  i:ij)idly  iucrejising,  earnings  of 
railroads,  is  a  most  gratifying  feature  in  the  times. 
In  the  aggregate,  tliey  ar<;  doing  much  better  than 
V  as  expected,  or  claimed  by  parties  most  interest- 
ed in  presenting  favorable  estimates.  This  fat?, 
cannot  fail  to  exeit  a  l»eneficial  influence  upon 
public  .^^vntiraent  in  reference  to  the  safety  of  oui 
'....  I  rnjtds  as  investments  of  capital.  The  larger  pro- 
'V^' j  portion  of  earnings  l>eiiig  horn  fr'ight,  proves  an 


95 


II 


Ga. 

<i 

i< 

11 


Kv. 


Virginia  and  Tennes.see 

■Winchester  and  Potomac 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina. 

Oreeuville  and  Columbia 

South  Carolina 

Wilmington  and  Manchester. 

Georgia  Central 

Georgia 

Macon  and  Western 

Muscogee 

South  Western "    ! 

Alabama  and  Tennessee  River  Ala.  \ 

Memphis  and  Charleston "     j 

Mobile  and  Ohio "     j 

Montg^omery  and  West  Point.     " 

Southern Miss.j 

East  Tennessee  and  Georgia. .  Tenn.: 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . . 

Frankfort  and  Lexington 

Louisville  and  Frankfort .... 
INIaysville  and  Lexiington — 
Cleveland  and  Pitlsburgh . . , 

Cleveland,  and  Erie " 

Clevelsind  and  Columbus " 

Columbus,  Piiiua  and  Indiaua.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton     " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie. . .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley.. .     " 
Toledo,  Norwalk  and  Clevel'd     " 

Xenia  and  Colurnbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiaua  Northern " 

Indianapolis  and  Bellefontaine    " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .     " 
Madison  and  Indianapolis ....     " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indiariapolis     " 

Kock  Island  and  Chicago Ill 

Chicago  and  Mississippi. . , 

Illinois  Central 

Galena  and  Chicago 

Michigan  Southeni 

Michigan  Central 

Pacific 


g.T  I  I  413  673     152  5^0  ..  aluiiativo    business,  and  is  a   good  proof  of  th» 

65  i iln  pro",     i ........ ; • .   j w  eallh  and  pro.<«i>erity  of  th»"  e<>uiilry .  The  snccce* 

27  ! jIn  prog,     j ; ....  j ...  -  'of  onr  roads  sboDi'ti  th.jt  our  people  have  not  bceu 

64  I    76ft,000j      173.867    l,lo3,928!    227.503      72.370,  7     *  77  j  a.,ti„^  ,,jK,n   an  nnsMur.d  bvpothesi.   in  r.-feroi.cf 

73    1,372,324       2W,000'ln  prog •  -  •  •  i   ''^  .     ♦! '•  wi  ii  -i      , 

22  I    6»5;000! ....;  1,IWOOO:    122,801       7-t.n3none'  40  'l^.  their  uses  and  val....     I(   serves  a.s  a      healin*; 

76    1,000,000       r.0.3,006'  1,531,238     2o4,37<-     n3,2.")tt    7      1<X>  !acf  upon  the  means  employed.     The  ro,-<ds,  pior- 

62  1,867J778      040,00012,100,407       02,70i; | jiig  go^Ki  ii.veslmenis.  will  relieve  the  various  niu- 

170,485      74,y<l2  none    61  iij(;jj»al  corporations  that  havo  in  one  way  or  aiio 

•  'an^^'J i?n"*^!  I  ther  l»»omc  eoiim  i  led  v  i'h  tb.em,  of  their  liabil' 


107    1,400,100 

:  60  13,000,000 

"     i  32       180,000 

N  .C.'iei  11,338,878 

s.c.iio  I 

"     ;140  jl,004,232 
"     '242   3,858,840 


191  13,100,000 
!211  14,000,000 
;101  1,214,283 
•  71 
'  50      586,887 

66 
i  93 
;  33 
'  88 

60 

80 
125 

38 

29 

65 


776,269 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

357,218 


040,0001  2,100,407 
446,030  In  prog.     ; 

1,500,000  In  prog.      . 
120,000|      410,532' 

1,134,0981  2,005,574^ 


510,038     153,898'  6 


I 


300,000|In  prog,     i i 

3,000,000   7, 002,396, l,000,717j    009,711^  7 

'  306,187   3,378^132!    945,668!  *  668',626'  k' 

1,2141 !    934,424'    450,468;  7>^ 

1,596,283;   296,584;    153,697    9 

In  prog.     \ ! i . . . . 

743,525j   129,396{     71,535,  8 

Inprog.     j , j.... 

In  prog-     1 I !•••• 

In  prog.     ! I ! 

l,330,960i   173,642:     76,079!  8 


168,000 

150,666 
400,666 


541,000 
850,000 
900,000 


In  prog.  I . 

In  prog,  i . 

In  prog.  ' . 

684,902- 


87,421!  44,260 


Ohio.  100  11,239,450 

"  1  96 


136 
46 
61 

i  60 


40 
20 
36 
31 
87 
84 

167 

57 


2,100,000 

310,666 


187 


87 
64 
31 


3,027,000 


1,371,000 
'4*08,266 


2,370,784 

900,000 

2.387,200 


1,760,700 


500,000 
"550",666 


1,000,000 
1,767,000 


In  prog. 
2,963,756 


3,655,0001 
2,000,000{ 


194,429'  123,306  6 

I '••• 

777,793  483,45412 


2,059,653  321,793;  200,967 

In  prog.  ! i ! 

925,000,Recentlyjopened.  I 
In  prog.  I I I 


2,450,000 


131 
83 
90 
62 
88 
40 
72 


1: 


1.36 

"   92 

Mich.  815 

"  282 


552,000 
1,092,1371 


800,000 
119,600 


1,660,000 

632,387 

2,46o"666 


1,932;361 
2.499.410 


In  prog. 
2,634,157 
1,856,000 
4,110,148 

lu  prog.  I 


526,746  314,670  10 


640,518i  113,401 


125 

lis' 


62i 
80 


lies,  by  cLabling  the  companies  to  a:i&ume  tliem, 
jas  they  have  contracted  ludo,  in  most,  cases.  Th* 
proceeds  of  State,  eoanly  and  city,  bonds,  having; 
been  well  invested,  the  above  bodies  reap  a  doa- 
ble advantage,  a  remunerative  return  upon  the  \u- 
vestments,  .ind  the  vastly  greater  incidental  bene- 
fits, to  secure  which  wa^  the  niovii.g  caiice  that 
led  them  to  encourage  railroad  enterprises.  The 
extraordinary  stimulus  communicated  10  the  bu- 
siness of  the  whole,  tliows  the  value  of  our  rail- 
roads in  a  still  wider  scale.  The  natioD  at  Urge 
would  have  been  sufficiently  eomj»cnsatcd  for  their 
construction,  should  the  value  of  the  stocks  and 
securities  have  proved  comparatively  worthless 
That  this  advantage  has  been  realized,  with  a 
good  profit  upon  the  cost  of  our  roads,  should  be  a 
matter  of  general  congratulatioD. 


93 


122 
80 


102i 
72i 
80 


60 


113 


Recently  opened. 


96 
{K) 
87 


In  prog. 

1,317,140  Recently  lopened | .   .. 

l,267,714i    237,606'    136,363    15  llfi 


In  prog. 


I 


11 
It 


Recently  opened. 


In  prog. 


Recently  opened. 
750,000.-2,400,000,516,414 

In  prog. 

663,100!  1,368,019 


105,944 


268,076  10 
71,446  '4* 


i  80 

116 

1106 

06 

82 

78 

65 

108 


4,000,000i  4,000,000  . 


500,000, In  prog.   473,548  280,152 
2,620,000  6,430,246  692,187  293,046  .. 


4,000,000|  4,067,396   8,014,193 ' 8 


130 
|100 
120 
109 


Mo.     38  jl  ,000,0001     none.     Iln  progres  Recently  opened 


Montreal  Sere^nr  Stcaaisfetp  Compaiiy 

It  is  with  pleasure  we  leani  that  the  first  vesseh 
for  this  Company,  of  which  Messrs.  Edmonstotie. 
Allan  &  Co.,  are  the  Agents,  have  been  contracted 
for,  and  are  now  building  in  the  Clyde.  They  are 
of  1875  tons,  new  register  measurement,  and  will 
be  fitted  up  with  engines  ol  350  horse  iwwcr, 
which  are  guaranteed  to  propel  the  vessels  ten 
knots  an  hour,  and  enable  them  to  make  the  pas- 
sage from  Liverpool  to  Quebec  in  a  i>eriod  not  ex- 
ceeding twelve  days. 

The  first  vessel  is  to  be  completed  by  the  1st 
June  next;  and  will  be  put  into  the  trade  iomiedi- 
at«1y  thereafter.  The  others  will  follow  in  quick 
succession.  AiTangemcuts  are  also  in  progress  to 
put  a  similar  vessel  into  the  trade  from  London  to 
Mttctreal.  When  these  vessels  arc  ready,  the 
merchants  of  this  Province  will  have  nothing  to 
envy  hi  the  steamers  trading  to  the  United  SUtes, 
either  for  speed,  safety  or  accommodation. 

Messrs.  Edmonstone,  Allan  &  Co.,  are  also  mak- 
ing the  following  additions  to  tlieir  line  of  sailing 
vessels.  A  .splendid  Iron  Clipper  Ship  of  850  ton? 
register,  building  by  Messrs.  John  Reid  &.  Co.,  of 
Port  Glasgow,  and  a  wooden  one  of  similar  dimen- 
sions under  construction  by  Messrs.  Robert  Steele 
&  Co.,  ol  Greenock,  the  celebrated  builders  of 
the  Cuuard  Steamers.  These  ships  will  take 
their  places  in  the  liuc  early  next  spring. — 
TTaniCTipt. 

In  addition,  we  hear  ftt.m  Quebec,  that  Messrs. 
Qilmour  6l  Co.  are  also  about  to  enter  extensively 
in  the  trade :  intending  to  build  not  less  than 
seven  ocean  steamships  of  about  2,U<)0  tons  each, 
to  form  Hues  of  packets  between  Quel»cc  Mid  Liver- 
pool, Glasgow,  and  London, 
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RKlIr«ad  to  tte*  Paelfle. 

In  considering  the  subject  of  a  railroad  to  the 
Pacific,  wc  are  saved  the  discussion  of  ita  necessi- 
ty to  accommodate  the  wants  of  commerce  and 
travel,  or  its  probable  value  as  an  investment  of 
capital.  The  sentiment  of  the  country  is  fully 
agreed  upon  these  points.  Were  there  any  doubt 
or  difference  of  opinion,  in  reference  to  them,  the 
importance  of  the  road,  in  k  political  i>oini  of  view, 
would  at  once  secure  an  unanimous  voice  in  its 
favor.  It  muat  be  built,  and  speedily,  is  the  opin- 
ion, and  we  may  say  the  conviction  of  all  parties. 
The  only  question  remaining  is  the  modus  operandi. 
This  appears  a  fonuidable  one  only  on  account  of 
want  of  knowledge  as  to  the  proper  route  and  me- 
thod. But  we  shall  not  long  remain  in  ignorance 
e^en  upon  these  points.  In  reference  to  the  for- 
mer, every  person  in  the  United  States  who  pos- 
sesses any  information  upon  the  subject  has  taken 
the  st«nd.  and  is  giving  in  his  testimony.  The  pub- 
lic w^ill  soon  be  in  possession  of  the  evidence,  add 
will  be  busy  at  work  collating  and  comparing  the 
different  statements  and  reports  with  each  other, 
in  sifting  the  true  from  the  fictitious,  until  a  toler- 
ably digested  body  of  evidf*nce  be  presented.  In 
the  mean  time,  furlhev  explorations,  carried  on 
both  by  government  and  individuals,  and  guided 
by  a  more  definite  object  and  better  plans,  are 
adding  rapidly  to  the  stock  of  information  already 
possessed ;  so  that  we  are  really  making  rapid  pro- 
gress without  any  apparent  movement.  So  too, 
with  the  question  of  irays  and  means.  We  are 
satisfied  that  the  practicability  of  accomplishing 
this  work  by  private  capital,  assisted  only  by  grants 
of  land,  and  mail  contracts,  is  drst  to  be  demon- 
strated, before  the  general  government  will  aid  it 
by  direct  appropriations  of  money.  Soch  undoubt- 
edly will  be  the  policy  of  the  Administration,  and 
which,  wc  have  no  doubt,  it  will  be  sustained  by 
the  sentiment  of  the  country.  We  do  not  see  how 
it  would  be  possible  for  government  to  undertake 
this  work  without  being  swindled  out  of  a  greater 
part  of  the  money.  We  doubt  whether  Congress 
would  allow  the  road  to  be  entrusted  to  competent 
and  faithful  hands.  Too  many  members  would 
wish  to  be  interested  in  the  job  to  allow  it  to  go  out 
of  their  hands.  Congress  too,  would  not  agree, 
probably,  upon  any  one  route,  which  will  bo  an 
additional  reason  for  withholding  aid.  The  can- 
viction  of  the  country  is,  we  think,  strongly  against 
any  responsible  connection  of  the  general  govern- 
ment with  the  matter,  and  this  is  probably  the 
principal  reason  why  so  few  prominent  men  take 
the  ground  that  the  road  is  to  be  a  government 
work.  Mr.  Benton's  plan  takes  the  affirmative 
■ide  of  this  proposition,  but  we  believe  the  reason 
of  his  difference  from  the  general  voice  of  the 
country,  is  the  utter  impossibility  of  constructing 
the  road  upon  his  route,  by  private  means.  Hence 
he  naturally  as.<<umes  the  proposition  that  the  road 
should  be  constructed,  and  owned  by  the  United 
States,  as  every  other  would  at  the  present  time 
be  fatal  to  his  project.  At  any  rate  such  is  our 
view  of  the  c.'ise. 

We  do  not  regard  the  construction  of  a  railroad 
to  the  Piicific  as  beyond  the  well  directed  efforts 
of  ji  private  company,  aided  it  would  be  by  liber- 
al grants  of  lands.  Properly  managed  it  is  a  work 
which  would  command  the  co-operation  of  capital 
throughout  the  world.  It  would  be  a  work,  the 
In^uenoM  of  which  would  r«»cb  far  beyond  tbfi 
bourultiHrs  of  this  couulry.    gnitftioad  U^  rooh  »n 


universal  sense  of  its  necessity  and  value,  its  con- 
struction would  certainly  not  prove  an  insupera- 
ble ten  years  task  for  a  nation  that  is  constructing 
more  than  twice  its  length  of  line  each  year! 

The  first  and  great  question  to  be  solved  is  that 
route,  which  should  be  made  a  matter  of  evide-nce, 
simply.  This  disposed  of,  that  oi  means  would  not 
long  occupy  the  {lublic  mind.  Towards  determin- 
ing the  first,  should  the  entire  energies  both  of  the 
government  and  the  people  be  directed..  We  hope 
and  believe  that  the  former  will  immediately  place 
a  number  of  parties  in  the  field,  sufflcii*nt  to  give 
us  the  physical  features  of  the  country  traversed 
by  the  proposed  routes  with  the  least  possible  de- 
lav. 


I<«xtiigton  and  Big  Sandy  Ratlraad. 

We  have  received  the  repoi  t  of  Professor  W.  W. 
Mather  upon  the  Geology  of  the  country  inter- 
sected by  the  route  of  the  above  road.  The  re- 
port states  that  this  country  abounds  in  mineral 
resources  available  for  profit  to  the  owners,  for 
profitable  transportation  by  the  railroad  company, 
and  for  supplying  the  wants  of  the  country  along 
the  line  of  the  road.  The  line  traverses  a  rich 
agricultural  country  from  Lexington  to  the  Licking 
river,  where  it  enters  the  mineral  region.  The 
mineral  materials  available  along  the  road,  and 
easy  of  access,  are  coal,  both  common  bituminous 
and  cannel — iron  ore  in  numerous  workable  beds 
of  great  extent  and  good  working  qualities — 
building-stones  and  freestone  of  the  very  best 
qualities,  in  inexhaustible  quantities,  where  qu.ir- 
ries  can  be  opened  directly  along  the  railroad — 
limestone  of  various  qiulities,  adapted  for  making 
white  lime  and  hydraulic  cement.  Fire  clay  and 
fire  stone  are  also  abundant  in  the  coal  region. 

The  following  table  shows  the  order  of  super- 
position of  the  principal  masses  of  the  rock  forma- 
tions, strongly  marked  as  distinct  in  theis  general 
characters,  and  each  gives  its  distinct  topographi- 
cal as  well  as  its  agricultural  character  to  the 
country  occupied  by  it. 

f     Containing  common  and  cannel 
Coal  j  coals,     and    numerous    workable 

formation.     ?  and  aomo  worked  seams  of  iron 
tore. 

Carboni-       f     Called  the  white  limestone,  and 
ferons  lime-   <  covered  by  a  seam  of  workable 
stone.         l^aud  worked  iron  ore. 
Fine  (     The  same  as  the  Waverly  sand- 

grained  sand-  <  stone  of  Ohio,  so  much  worked  in 
stone.        1^  Ohio  as  a  fine  building  stone. 
Black        <     The  source  of   many   mineral 
slate.  ( springs. 

Bnff    colored  (     Contains  cement  rock,  and  some 

limestone.     \  beds  of  iron  ore. 
Blue  limestone. 

The  Blue  limestone  region  is  eminently  the  agri- 
cultural region  of  Kentucky.  It  occupies  the 
country  along  the  line  of  the  railroad  from 
Lexington  through  Mount  Sterling  to  near  Owens- 
viUe. 

The  Slate  Atmace  ore  bed  is  an  enormous  bed 
of  iron  ore,  intersected  by  the  line  of  the  road.  It 
is  described  as  an  oolitic  limonite,  lying  on  the 
buff  limestone,  and  occupying  fifty  acres  or  more 
and  where  the  road  crosses  it  is  fifty  feet  in  thick- 
ness. The  ore  from  this  bed  if  mixed  with  other 
ores  may  be  made,  it  is  believed,  to  produce  good 
iron. 

The  fine  grained  sanditoao  forms  the  body  of 
the  bills  Along  the  railroad  line  ftom  the  mouth  of 
TrlploU't  creok  to  mur  Its  tonro*.    IM  thlokMM 


is  300  to  400  feet.  This  rock  is  deemed  rery  im- 
portant to  the  road  and  is  destined  to  fiu-nisb  a 
large  amount  of  freight.  It  is  the  same  quality 
of  rock  that  is  quarried  for  the  Cincinnati,  Colum- 
bus, and  other  markets  in  Ohio,  at  Waverly  on 
the  Ohio  canal,  and  at  the  quarries  below  Ports- 
mouth. Quarries  can  be  opened  directly  along- 
side of  the  railroad,  inexhaustible  in  quantity,  in 
many  places  from  near  the  mouth  to  near  tha 
source  of  Triplett's  creek,  a  distance  of  16  or  18 
miles. 

The  Carboniferous  limestone  appears  at  several 
points  on  the  located  line,  and  is  important  as  a 
source  of  inexhaustible  quantities  of  white  lime — 
as  a  fiux  for  iron  ores — as  a  building  stone  and  as 
a  floor  on  which  almost  everywhere  a  bed  of 
iron  ore  of  workable  thickness  and  superior 
quality  is  found  wherever  theie  is  a  few  feet  of 
earth  to  cover  it.  The  iron  over  this  lime  stone 
has  been  examined  in  severju  places  and  found  to 
be  of  superior  quality.  It  is  called  limestone  ore 
and  is  generally  from  8  to  18  inches  thick. 

Many  distinct  beds  of  coal  are  found  over  many 
miles,  along  and  on  both  sides  of  the  raiiroad  line. 
Coal  beds  deemed  worthy  of  extensive  working, 
to  supply  the  wants  of  the  country  to  the  west 
along  the  line  of  the  rojid  and  thenco  to  Frank- 
fort and  towards  Louisville,  exist  on  the  waters  of 
the  Little  and  East  Forks  of  Little  S;indy,  and  on 
the  waters  of  Big  Sandy.  They  aro  also  destined 
to  be  used  extensively  for  the  maaufacture  of  iron 
with  stone  coal. 

Cannel  coal  of  good  quality  is  also  found  in 
several  places. 

The  bituminous  coal  formations  are  large  and 
widely  distributed.  Of  these  Professor  Mather 
estimates  6000  tons  of  coal  accessible  per  mile  on 
the  land  within  a  mile  of  the  road  or  3,000,000 
tons  per  square  mile  for  20  miles  on  each  side  of 
the  road  or  one  hundred  and  twenty  million  of 
tons.  This,  if  demanded  by  a  steady  and  reliable 
market,  would  afford  transportation  for  600,000 
tons  per  year  for  200  years,  from  within  a  single 
mile  of  the  road.  The  country  for  miles  in  width 
on  each  side  of  the  road  is  equally  well  provided 
with  coal,  so  that  the  resources  of  the  country 
along  the  railroad  line  in  Greenup  and  Carter 
counties  may  be  considered  inexhaustible,  and 
will  furnish  all  needed  Eupi)lies  of  this  useful  fuel 
for  ages  of  time,  to  all  the  country  bordering  on 
the  line  of  the  road.  The  expenses  and  risks  of 
river  transportation  have  prevented  bringing  this 
coal  into  extensive  use  in  Lexington  and  other 
points  west. 

The  expense  of  this  coal  dclivere<l  at  points  100 
miles  distant  from  the  mines,  including  value  of 
coal  in  ground,  all  ch-vges  of  mining,  moving, 
&/C.,  is  estimated  by  Professor  Mather  at  $2  33 
per  ton.  •    \  '    ■    ' 

The  iron  ores  abound  on  the  route  of  the  rail- 
road from  the  head  of  Triplett's  creek  to  the 
month  of  Big  Sandy,  but  are  most  abundiuit 
between  the  Little  and  Big  Sandy.  There  is  pro- 
bably no  region  of  equal  extent,  says  Professor 
Mather,  supplied  with  a  greater  quantity,  or  with 
more  varied  qualities  of  good,  easy  working  iron 
ores.  The  iron  formations,  like  those  of  coul,  al- 
ready noticed,  are  numerous  and  widely  distribu- 
ted, besides  boiug  genoraU^  accessible  to  the  Uoa 
oftberoAd.       v*.  .  \;-Jji':/>.    -; 

Pro(tofcor  Mntbcr**  osUnAto  of  the  exieot  of  ila 
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deposits  of  iron  is  that  of  600  tons  per  acre,  which 
for  800  square  miles  of  land  along  the  railroad, 
adapted  for  furnaces,  \?ould  give  a  capacity  of 
prodnction  of  two  hundred  and  fifty  six  millions 
of  tons  of  iron. 

From  the  details  given  it  is  inferred  that  the 
resources  of  the  country  on  the  railroad  line  are 
inexhaustible,  and  the  construction  of  the  rail- 
road will  lead  to  a  development  of  those  resources 
and  afford  much  transportation  and  give  rise  to 
much  business. 

Many  matters  of  minor  importance  have  been 
passed  by  in  the  consideration  of  the  principal  re- 
sources of  the  country. 

White  sandstone  for  glass,  fire  clay  for  fir«' 
bricks,  stones  adapted  f>»r  whet.stones  and  grind 
fetuncs  are  widely  difluscd  alou<!:  the  route.  Thr 
products  of  the  forest  such  as  lumber,  bark,  coo- 
perage stu6',  &c.,  are  also  important  and  wil] 
swell  the  freight  seeking  a  market  through  this 
road. 

From  these  facts,  disclosed  by  the  survey  of  so 
skilfull  a  geologist  as  Professor  Mather,  there  ap- 
l>ears  no  room  for  doubt  that  the  resources  of  the 
country,  intersected  by  the  route  of  the  Lexing- 
ton and  Big  Sandy  railroad,  are  of  the  most  ample 
and  valuable  characti'T ;  that  the  value  of  that 
section,  as  it  becomes  known,  will  appreciate 
largely,  and  that  the  avenue  of  communication 
afforded  by  tho  j)roposed  road  will  be  occupied  to 
its  full  capacity  by  the  business,  of  which  the  ele- 
mentji  already  existing  need  only  to  be  developed 
by  its  construction. 

Indiana  Ceutral  Railroad. 

Wc  had  the  pleasure  a  few  days  since,  of  passing 
over  the  Indiana  Central  Railroad,  then  only  re- 
cently opened.  There  are  few  routes  in  the  West 
"better  calculated  to  impress  the  traveller  favor- 
ably than  the  one  occupied  by  this  work.  Follow- 
ing immediately  upon  the  line  of  the  nafuralrond, 
it  traverses  the  best  improved  portion  of  the  State, 
presenting  an  appearance  of  culture  and  wealth, 
uncommon  in  any  portion  of  the  West.  In  fertility 
of  soil,  f  liat  portion  of  Indiana  traversed  by  the 
above  road,  is  not  exceeded  by  any  part  of  the 
country  that  we  have  ever  seen.  The  road  is  well 
built,  pursues  very  nearly  a  direct  course,  has  ab- 
undant sources  of  a  large  local,  and  is  remarkable 
well  situated  to  eommand  a  large  through  business. 
Already  is  its  traffic  fully  up  to  the  capacity  of  a 
large  equipment,  and  will  be  rapidly  increased  by 
the  development  of  tLe  country  upon  the  line  of 
the  road,  and  the  progress  of  similar  works  on 
other  parts  of  the  State. 

Very  few  roads  make  a  better  show  of  business 
in  the  outset,  than  above.  By  all  parties  ac 
quainted  withe  the  line,  we  found  it  regarded  as 
one  of  the  best  for  business,  in  the  State.  Such 
was  our  opinion  from  what  we  saw. 

The  road  occupies  an  easy  route,  with  the  ex- 
o«ption  of  the  crossing  of  the  Whitt-watcr  River, 
which  required  a  very  long  hill,  with  equally  long 
and  expansive  cuts.  Tho  wo'-k  at  this  point  de- 
layed the  opening  of  the  road  a  long  time  beyond 
the  expectations  of  the  Company.  The  White- 
water A'alicy  is  depressed  very  cun'ed  ovally  below 
the  general  surface  of  the  surrounding  country, 
rendering,  either  very  steep  gradients,  or  deep 
cuts  and  Ijigh  embaukmeuts,  unavoidable  by  ail 
roftds  crossing  it  at  right  angles. 

Tee  gouUtti  fojMi  wm  opened  ikbowt  the  JOtbult 


in  season  for  the  heavy  fall  business,  which  ia  fulh 
up  to  the  expectations  of  the  Company. 

Cleveland    and    Toledo    Railroad  Company. 

It  will  bo  remembered  that  the  .Tounial  of  tho 
12th  inst.  contained  the  circular  statement  of  tin 
aff.iirs  of  this  Comp.iny,  and  the  condition  anfl 
cost,  of  the  work,  &c.,  on  both  lines  of  thero,ad. 
with  an  estimate  of  the  fall  revenues.  The  fact-* 
represented  were,  briefly,  as  follows :  The  Toledo 
Norwalk  and  Cleveland,  and  the  Junction  railroad 
companies  united  their  i.Mcrcsts  und«T  lh<'  name 
of  the  Cleveland  and  Toledo  Railro.nd  Company  : 
ihe  former  being  known  as  the  Southern,  and  tli 
laLUr  .IS  the  Northern,  line  of  ihc  Ct>m;>any's  road. 
The  southern  Hue  has  been  in  successful  ojieration 
■some  months  ;  the  Northern  line  i.s  nscently  open- 
ed from  OhioCity  to  Sandusky  City,  where  it  con 
nccts  with  the  Mad  Rivei  Road  to  Cincinnati ; 
wlicn  comitletcd,  the  Iciigth  of  both  lines  will  bo 
two  hundred  and  nine  miles ;  estimated  to  cosi 
four  and  one  half  millions,  ropnsent^d  as  follows: 
Stock  paid  in,  two  millions.  Bonds  of  tin 
Company  two  and  one-half  millions;  less  than  » 
million  of  the  latter  being  convertible. 

We  now  publi.-^h  the  following  Api>cndix  to  the 
Circular  mentioned,  which  exhibits  some  new 
facts  with  reference  to  the  future  prospects  of  this 
importtnt  link  in  the  chain  of  railway  communi- 
cation between  New  York,  and  Cincinna  '  .Chicago 
and  St.  Louis.  It  will  be  observed  thp(  <he  actual 
receipts  show  a  gratifying  exce«i  over  tl»e  estimat- 
es of  the  President's  Circular. 

The  Directors  relied  upon  bringing  into  use, 
early  in  the  autumn,  so  much  of  the  .Junction  rail- 
way as  lies  between  Sandusky  and  Ohio  City  ;  but 
unavoidable  causes  postponed  the  completion  un- 
til the  present  month. 

The  earnings  of  the  Southern  line  (excepting  a 
few  hundred  dollars  from  the  way  business  of  the 
Northern  line,)  were  as  follows: 

September $36,878 

October 67,253 


Pinencto  of  Gcerg^la. 

Governor  Cobb  has  )>ubmitted  his  annual  mcs- 

age   Jo   the  St.Ue  Legislature   of  Georgia.     The 

iocument  is  d.ited  Xovembor  9th,  1863,  and  con- 

ains  the  following  statement  of  the   iinancei*  uf 

the  Slate  up  to  ihat  I'uvf. 

On   the    Iwontieth    day    of  October   18ol,    tb'* 
public  debt  amounted  to  51,687,472  22.     By  tho 
tot  of  December  lih,  1851,  ratifying  the  c<  ntiact 
of  my  predecessor  and  the  t^hief  Engineer  of  the 
vVe^K-m  &.  Atlantic  Railroad,  for  the  purchase  of 
iron  f<<r  the  State  road,  it  was  increased  §200,000. 
Jy  act  of  J;iua.'iry  12th,    1852,    providing  for  tho 
repairs  ;uid  equipment  of  said  road,   it  was  still 
t'li!  ther  increased  the  sum  of  S.j25,00(> — and  by 
he  act  authorizi.' :;  a  subsoription  to  the  Millcdge- 
yfjlie  and  Gordon  railroad,  there  was  added  t\w 
<um  of  S20,000,  uiakii  g  tho  tot.tl  amount  of  the 
jtate  debt  S2,432,472  21.     T<>  this  aniunnl  should 
i)o  added  the  bonded  d M  of  the  Central  Bank, 
vhioh  is  now  S:{G1),'>00;    having  boen  diminished 
)y  tiie  payment  of  So. •'VOO.  since  tbe  Isl  Novemb'.r 
1851.     Tne  total  lialiiliiy  of  the  State  is  thuss'-cn 
.o  be  S2,801,072  22,  from  which  must  Ik-  dvducl 
d  the   sum  of  j|'l(j6,o0(),  which   ba-i  l>een  pail 
during  the  past  two  yf.tr.^!,  under  tho  provisions  of 
he  aoi   of  Fobiu.try  llih,  1850,  providing  f>»r  an 
:jnnu;»I    Sinking    Fund    for   the   {aymont  of    Urt' 
i)ublic  debt.    The  present  debt  of  the  State  lucre- 
fore  is  .S2,C;J5,472  22. 


$94,131 

At  this  rate,  the  annual  gross  receipts  will  be 
$564,000.  Deducting  running  expenses  from  this, 
will  leave  $340,000  net  earnings ;  from  which  after 
paying  interest  on  the  bonds  issued  for  the  con- 
struction of  the  Southern  line,  and  the  sixty  fin- 
ished miles  of  the  Northern  line,  $249,000  will  re- 
main applicable  to  the  dividends  upon  $2,000,000 
of  Stock — being  over  12  per  cent. 

A  large  increase  of  revenue  from  the  Northern 
line  is  expected  to  arise  from  the  communication 
with  Cincinnati,  Uamilton,  and  Dayton  rail- 
roads. 

The  work  on  the  unfinished  portion  of 
the  Northern  line  is  far  advanced.  The  iron  has 
been  purchased  and  is  on  the  ground.  All  will 
be  finished  in  season  to  connect  with  the  Air  line 
of  the  Northern  Indiana  railroad,  which  will  be 
opened  in  September  next. 

The  following  persons  compose  the  present  Di- 
rectoi7 : 

SAMUEL  F.  VINTON,  of  Ohio,      '       ^ 
WILLIAM  H.  RUSSELL,  of  New  York, 

D.  B.  FEARING,  of  New  York, 
C.  L.  BOALT,  of  Ohio, 

E.  LANE,  of  Ohio, 

WILLIAM  JARVIS,  Middletown,  Cona 
E.  B.  LITCHFIELD,  of  New  York. 


IlliaoU  and  Miolilgam  Canal* 

On  Monday  last  the  trustees  of  the  Illinois  and 
Michigan  canal  paid  the  last  instalment  of  the 
principal,  with  interest,  of  tbe  oaual  loan  of  $1,- 
(KX),000.  Tbe  can&l  will  now  revert  to  tbe  State, 
»q4  b«  andtr  nciusive  Bt»te  jarUdiation. 


Maine. 

Kennebec  an!  Portland  Railroad. — TLe  atmual 
report  of  this  company  La*  been  published,  giving 
a  statement  of  the  condition,  businvhs  aud  pros- 
pecU  of  the  road  for  the  yei»r  ending  Sept.  30th. 
18o3. 

It  states  that  the  stock  of  the  Yarmouth  portion 
of  the  road  has  been  arrangeil  or  exchanged  so  as 
to  make  it  a  six  per  cent  stuck  instead  of  a  ten  i>cr 
cent — that  a  large  portion  of  the  ten  per  cent  pre- 
ferred stock  has  also  been  surrendered  or  ex- 
changed for  new  preferred  stock  bearing  six  per 
cent,  and  the  hope  is  expressed  that  the  balance 
oftheoldten  per  cent  stock  will  shortly  be  ex- 
changed in  a  similar  manner — the  effect  of  the  two 
arrangements  being  to  save  the  company  in  the 
way  of  interest,  about  $15,000  annually. 

The  report  states  that  the  directors  have  enter- 
ed into  a  contract  with  the  Somerset  and  Kenne- 
bec railroad  company  for  the  lease  of  that  road 
for  twenty  years,  when  completed  on  the  condi- 
tions authorised,  anl  heretofore  made  known. — 
The  additional  equipments  re«|uired  for  the  road, 
will  occasion  an  outlay  of  $50,000. 

The  report  of  the  treasurer  makes  tha  following 
exhibit- of  the  financial  condition  of  the  road: 

The  total  expenditures  up  to  Sept.  80,  1863, 
have  been  as  follows : 

Now  charged  to  construction $1,756,606  03 

Land  damages 161,332  93 

Fence  account 31 ,385  29 

Engine  account 63,787  46 

Car  account 64^807  68 

Interest  in  stock  paid  and 
to  be  paid  to  original 
stockholders  to  Januarv. 

1,  '62 .".$118,000 

There  will  be  a  furtlier  pay- 
ment of  stock  at  par  to 
contractors,  of. 70,900 


Interest  in  preferred  stock  paid  and 
to  be  paid  to  preferred  stockhold- 
ers to  July  1,  1853... 

Amount  to  be  paid  to  redeem  the 
Yarmouth  rojwi 

Sividry  accounts ,,  ....  ..j,' 


188,900  00 


56,400  00 

202.400  00 
9,647 


7otAl..< 


.$2,5l4,OfiT 
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The  means  to  meet  the  above exiwaditures  hare 
be«n  derived  from  the  following  sources : 

City  and  town  loans $766,000  00 

Company's      bond.s    in 

place    of    Richmond 

and   Bowdoiahain 46,000  00 


Balance    of  bonds    due 
Sept.  1 ,  1853,  outstand-      • 
ing 4,800  00 

Bonds  issued   to  Clapp, 
Dec.  10,  1850 12,000  00 

Bonds  issued   to  Fuller, 

August  26,  1851 1,100  00 


S800,000  00 


Bonds  issued  to  October, 

16,  1851 230,000  00 

Bonds  issued  to  October 

16,1852 260,000  00 


Prefeued  slock 178,115  0t> 

Partial  payments  on  same.  12,408  21 
Ptock  interest  paid  and 
to  be  paid 56,400  00 


17,800  &) 


480,000  do 


246,923  27 
.:02,40i)  0(1 


Yarmouth  road 

Amount  receiyed  of  P.  S.  &  P.  R.  R. 
Co.  for  1000  shares,  upon  which 
six  per  cent  dividends  are  guaran- 
tied      100,000  00 


Bills  payable. 

Original  stocli 003,006  62 

Add  stock  interest 118,000  00 

Add  nock,  due   contract- 
ors  70,900  00 


Sundry  accountii 

Duo  to  Keuel  Williaoiii  for  cash 
loaned 

Due  Edgerton  and  Marsh  merged  in 
O.  S.  Marsh's  new  contract,  to  bo 
settled  with  him 


84.757  ii> 


792,606  52 
19,997  21 

B.191  ir, 


17,661  59 


S2.768,237  23 


Balance  of  Assets S251,170  16 

AS  follows,  viz  :  I 

Amount  charged  commissioner's  sink-  | 

ins  fund S37,750  OO 

00 
85 
58 
00 
00 
78 
95 


B<^nds  pledged  and  on  band 177,200 

Bills  receivable 6,385 

Pu3  from  stiition  agents 6,475 

Due  from  post  office  department 2,000 

Fuel  on  hand 7,066 

Slock  in  machine  shop  on  hand 4,326 

Oasb  in  treasury 13,965 


$254,170  16 
The  receipts  for  the  past  year  ending  Sept.  30, 
kav«  been  as  follows : 

From  223,665  passengers $127,127  72 

Prom  freight,  23,014  10-100  tons....     83,604  65 
From  transportation  of  mails,  express- 
es, etc.,  etc 7,881  61 


$168,113  88 
L98S  nmnlng  expanses  as  follows  : 

Mainteoanoo  of  w.iy 12,451  82 

Locomotive  power 13,338  38 

Train  ex[K;ase8 9.992  66 

Office  establishment  and  salaries 8,538  84 

Station  expenses 7,687  84 

Mail  expenses 392  45 

Fu-^laccount 14,305  01 

General  expense 854  62 


Thui-Nday,  the  27ih  ult.,  the  oM  board  of  directors 
was  re-elected,  viz  : 

Reuel  Williams,  of  Augusta,  PrcsUtni.  ... 

John  D.  Laiier,  of  Vassaiborough. 

Folliot  T.  Lallv,  of  Farmingdale. 

Wm.  I).  Sewali,  ofBath. 

Joseph  M'Kcn,  of  Brunswick.  , 

Geo.  F.  Patten,  of  Bath. 

Marshall  F.  Hagar,  of  Richmond, 

A.  J£.  Oilman,  Treasurer. 

Joseph  M  Keen,  S-x.  i!f-  Clerk. 

Western    and   Atlautlo    KaUro»<l«    of  Geor- 
gia. 

The  report  of  the  State  Superintendent  of  this 
road  exhibits  its  condition  on  the  30th  September, 
1863,  and  the  more  important  particulars  of  its  fi- 
nancial history  from  February  1st,  1862,  as  fol- 
lows; 

The  available  assets  of  the  roail,  on  the  1st  of 
February,  1852.  the  date  at  which  Mr.  Wm.  M. 
Wadlev's  Administration  commenced,  amounted 
to  $37,907  59. 

The  amount  of  indebtedne.s.s,  against  the  admin- 
istration which  preceded  him,  deducting  the 
amount  of  a-ssets,  as  above,  was  $551,595  'll. 

This  amount  does  not  cover  all  the  indebted- 
ness of  the  road  on  the  1st  of  February,  1852,  a.s 
there  are  stil  unsettled  claims,  for  right  of  way, 
and  lo.sses-  prior  to  that  date,  the  aniouut  of  which, 

when  xsceriaincd  must  b«  added  to  it. 

The  road,  at  the  time  that  Mr.  Wadley  took  the 
charge  of  it,  besides  being  without  proper  organi- 
zation or  equipment,  it  will  be  seen,  owed  a  debt 
of  more  than  half  a  million  of  dollars;  and  tho  in- 
come of  the  road,  together  with  the  appropriation 
made  by  the  last  legislature,  has  been  expended 
in  cancelling  this  debt  and  in  placing  the  road  in 
good  working  condition,  and  thoroughly  equip- 
ping it. 

The  following  statement  exhibits  the  financial 
operations  of  Mr,  Wadley  and  his  successor  Mr. 
Vonge,  from  thelst  of  February,  1862,  to  the  80th 
of  September,  1853 : 

Available  assets  turned  over  by  prior 
administration  on  1st  February, 
1862 $37,907 

Unavailable  assets,  being  balances 
against  iormer  agents,  in  suit  and 
doubtful 

Proceeds  of  sale  of  bonds  of  tho 
State,  Sp525,<)00  000,  and  premi- 
ums on  sale  of  same 679,513  23 

Profits  of  the  road  for  20  months,  say 
from  1st  February,  1852,  to  30th 
September,  1853.' 359,074  17 

Amounts  received  to  credit  of  rail- 
road expenditures,  being  sales  of 
material  and  bills  of  labjr  and  re- 
pairs from  machine  and  carpen- 
ter's shops  against  connecting 
roads,  and  services  of  runners  ana 
men  on  engines  in  employ  of  con- 
tractors and  other  roads  , deduct- 
ed from  expenditures 

Received  for  sak's  ol  1  iron 

Balances  to  debit  of  agents  and  con 
nccting  roads,  etc 

Received  for  flangorail  sold,  tocred 
it  of  construction  account 


« 


The  assets  forming  above  balance  are : 

Cash  in  hands  of  Treasurer $21 ,605  66 

"     banks 19,003  32 

"    assets 744  76 

At  credit  at  Philadelphia  for  iron  de- 
livered    R,476  99 

Balauce  due  by  Post  Oflico  Depart- 
ment   3,600  00 

Balance  due  by  connecting  roads 
and  stage  agents  on  account  of 
through  tickets 636  01 

Balances  due  by  agents  of  E.  Tenn. 
and  Georgia  and  Rome  railroads, 
for  Freight  and  expense  bills 25,219  64 

Balances  due  by  other  agents,  for 
Freight  and  expense  bills 26,767  76 

Balances  due  by  agents  of  prior  ad- 
ministration, in  suit  and  doubt- 
ful        24,274  88 


8126,216  90 
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24,274  88 


9.268  43 
25,014  34 

241  00 


1,853  80 


$67,501 


51 


Xetrecoipts  for  the  yoar SlOO, 552  37 

The  foregoing  receipts  of  tho  road  for  tho  year, 
$168,113  88,  aro  exclusive  of  all  amounts  palrl 
and  due  to  other  roads  for  their  proportion  of 
llu'oiigh  faros. 
^Al  the  auQual  rac^tiujf  held  at  B^uD•^vick  oil 


$1,038,047  44 

Credited  by  amount  paid  on  account 
of  liabilities  of  road  incurred  prior 
to  1st  of  February,  1852 801,501  19 

Amount  paid  for  equipment  and  con- 
struction of  road  from  Ist  Februa- 
ry, 1852,  to  30th  September,  1853,     648,208  85 

By  proQi  and  Iosa  account,  fines  by 
Post  OfiBce  Department,  etc 120  50 

By  balance,  being  cash  and  cosh  iVi- 
sets  on  hanvl,  as  per  statement  be- 
low       125,216  90 


SI, 038,047  44 


Railroad     Alaaagemeiit-'-Precautloiia    lot 
Safety. 

Since  the  public  mind  is  no  longer  shocked  by 
the  recurrence  of  such  accidents  as  made  the  early 
part  of  this  year  forever  memoriablc.  It  is  well  to 
exercise  the  same  vigilance  which  such  events  in- 
spire for  a  time  immediately  after  their  occurrence. 
The  causes  which  tend  to  produce  accidents  are 
numerous  and  are  in  existence  npon  some  of  our 
best  and  oldest  roads.  They  must  be  carefully 
watched  and  checked  by  every  precaution.  Win- 
ter is  approaching,  when  road  beds  will  be  frozen 
and  springs,  wheels,  and  axles,  will  t.nfi^jr more  pever" 
trials.  Frost  and  ice  will  render  the  rails  slippery 
and  brakes  will  be  tested  more  severely  in  controll- 
ing the  motion  of  trains.  Trains  will  Jbe  much 
ottener  out  of  time,  and  irregular  or  extra  trains 
will  be  more  frequent  on  somo  roads.  Time  ta- 
bles will  be  changed.  The  mid-winter  and  spring 
thaws  will  loosen  stones  and  "slips"  upon  unpro- 
tected places  in  the  tracks.  All  of  these  dangers 
will  require  prompt  action  in  order  that  thoir 
probable  results  may  be  averted.  Others,  which 
have  been  sufi'.jred  to  threaten  the  safety  of  trains, 
and  having  their  source  in  a  deficiency  of  signals, 
insecurity  of  bridges,  neglect  in  the  inspection  of 
wheels  and  axk-s,  etc.,  must  now  be  removed. 

No  company  should  neglect,  upon  the  approach 
of  winter,  to  order  a  thorough  inspection  of  their 
equipment.  Many  renewals  will  be  found  expedi- 
ent and  in  making  these  the  merits  of  difierent 
manufacturers  should  be  well  considered.  It  is 
time  that  our  roads  should  appreciate  the  quality 
rather  than  the  price  of  their  equipment. 

At  the  commencement  of  last  winter  the  Boston 
and  Lowell  railroad  company  had  their  axles  ex- 
amined throughout ;  generally  by  drawing  oflT  tho 
wheels  for  a  short  distance  from  the  shoulder. 
Defective  axle.s  were  disclosed  by  this  inspection, 
but  being  known  they  could  be  removed,  while 
tho  remainder  could  be  pronounced  safe,  and  at 
such,  could  command  the  confidence  of  the  com- 
pany and  of  the  public. 

There  is  a  large  stock  of  carefulness  which  costa 
nothing  ana  saves  much.  Good  signals  cost  no 
more  than  poor  ones  and  but  little  in  any  point 
of  view.  Careful  men  can  be  had  for  the  same 
price  that  many  roads  pay  for  careless  hands. 

When  it  is  seen  upon  how  much  precaution  the 
safety  of  railroad  transportation  depends,  and 
what  slight  neglects  may  lea  I  to  tho  most  fearful 
results,  each  company  should  sec  that  its  offlcert 
and  agents  neglect  no  means  of  safety. 


'sm^tr 
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Jourii'il    of  Uallraod  JLaw. 

ACTIONS    FOE    LOSS    OF    LKUGAGE.  ^ 

By  way  of  introducing  the  foUowiDg  note  of  a 
lAto  decisioa  in  Virginia,  it  is  proper  to  ob- 
serve that  the  practice  of  permitting  plaintiffs  who 
bring  actions  for  lost  luggage,  to  testity  as  to  the 
valu"  of  the  articles  lost,  seems  to  be  fast  extend- 
ing itself  in  the  different  States  of  the  Union.  In 
some  States  this  practice  has  been  authorised  by 
express  statutes  :  as  in  our  own  State,  in  Michi- 
jfan,  in  New  Hampshire;  in  other  States,  Court* 
have  deduced,  (whether  logically  or  not  we  need 
not  hiquire,)  the  propriety  of  permitting  the  un- 
lucky looser  of  luggage  to  testify  in  his  own  be- 
half from  the  ancient  principles  of  the  common 
law.  And  the  late  learned  Professor  Greenleaf,  of 
Massacliusetls,  (contrary,  however,  to  Supreme 
Court  of  that  State,)  strongly  favors  the  doctri  n« 
that  at  common  law,  and  independently  of  statute 
or  party,  may  properly  offer  himself  as  a  witness 
to  show  the  value  of  the  luggage  for  whose  loss  he 
has  brought  an  action. 

This  doctrine  is  maintained  in  the  Maine  Re- 
ports (Greenleaf,)  1  vol.  p.  27 — in  Pennsylvania  in 
A  variety  of  cases,  especially  6  Watts  and  Sergeant 
600,  in  20  Ohio  Reports,  p.  310,  and  it  has  now,  as 
will  be  seen,  been  sanctioned  oy  a  distinguished 
Judge  in  Virgiaia. 

The  doctrine,  too,  that  a  general  notice  is  im- 
perative to  limit  the  legal  responsibility  of  com- 
mon carriere,  unless  such  notice  is  brought  direct- 
ly home  to  the  knowledge  of  the  party  who  claims 
damages  for  the  loss  of  his  goods,  and  acquiesced 
in  by  him  at  the  time  of  the  delivery  of  his  goods 
to  the  carrier,  is  now  generally  accepted.  But  the 
Supreme  Court  of  the  United  States,  the  Superior 
and  Common  Pleas  Courts  of  New  York  city,  and 
other  respectable  tribunals  have  distinctly  held 
that  common  carriers  may  limit  their  liability  by 
express  contracts  with  those  who  place  goods  in 
their  charge  for  transportation. 

The  closing  remark  contained  in  the  following 
note  of  the  Virginia  decision  is  also,  we  suppose, 
IndispuUbly  correct.  Railway  proprietors,  and 
proprietors  of  all  other  modes  of  public  convey- 
ance are  bound,  so  long  as  they  have  room  and 
suitable  conveniences,  to  transport  just  as  mainy 
passengers  together  with  their  rea.sonable  amount 
of  luggage  as  request,  at  the  ordinary  station*, 
to  be  conveyed.  Every  common  carrier  is  bound 
to  find  good  vehicles  and  capable  servants  for  the 
purpose  of  transporting  freight  or  passengers  or 
both,  according  to  the  advertisements  which  he 
publishes  in  relation  to  his  business,  and  in  fulfil- 
ment of  the  obligations  towards  the  public  which 
he  has  assumed.  Nay,  a  carrier  of  passengers  is 
legally  bound  to  make  reasonable  provision  not 
only  for  the  safety  but  also  for  the  comf&rl  of 
those  whom  he  undertakes  to  convey.  See  Story 
on  Bailments  section  375,  where  a  variety  of  au- 
thorities are  cited  in  support  of  this  doctrine. 

The  carrier,  however,  may  refuse  to  admit  into 
his  vehicles  disorderly  persons  or  those  who  refuse 
to  submit  to  the  rules  which  may  be  necessarily 
prescribed  for  the  observance  of  travellers. 

The  duties  and  responsibilities  of  stage  owners, 
railroad  companies,  etc.,  who  undertake  to  carry 
passengers  and  their  ba^age  for  reward,  are  so 
g«n«rally  misunderstood  by  those  parties,  as  well 
as  by  the  public,  that  it  would  seem  not  inappro- 
priate to  give  publicity  to  a  decision  on  the  sub- 
ject, by  the  circuit  court  for  this  city,  at  its  pres- 
•o(  Wns,  Judf  e  Leigb  preridio^.    A  wU  wm 


brought  against  Farish  &  Co.  ro  recover  the  value 
of  the  contents  of  a  trunk  which  had  been  cut 
from  their  stage  and  rifled.  It  appeared  in 
evidence  that  the  plairftiff  delivered  the  trunk  to 
the  agents  of  the  defendant*  and  that  it  was  put 
upon  the  stage  at  the  time  he  got  into  it,  and  that  a 
day  or  two  after  it  should  have  reached  its  desti- 
nation, it  was  found  broken  oi)en,  and  most  of  the 
contents  taken  out.  At  this  point,  the  ptainiif 
himself  V!A%  introduced  to  prove,  by  his  own  oath, 
what  the  coutenta  of  the  trunk  were— to  which  the 
defendants'  counsel  objected,  for,  that  no  man 
could  be  a  witness  in  his  own  (•;i<e— and  that  the 
only  exception  to  this  general  rule  of  evidence, 
was,  when  it  was  first  proven  that  the  carrier  or 
his  agents  bad  been  guilty  of  the  roblwry,  and 
that  the  ground  of  the  exception  was  the  odiarn 
spolintoris — for  the  suppression  of  fraud.  But  it 
was  ruled  by  the  court  that  a  foundation  having 
been  laid,  by  proof  of  the  delivery  to  the  defend- 
ants, and  the  loss,  the  plaintitfsliould  l>e  admitted 
to  prove  what  was  in  the  trunk,  from  the  necessity 
of  the  case,  for  no  gentleman  is  expected  to  show 
what  he  puts  into  his  trunk.  The  conrt  observed 
that  this  applied  only  to  ircarin<;  apparel,  which 
made  the  principle  less  dangerous.  Goods  sent 
by  one  merchant  to  another  are  invoicid,  and 
the  invoice  is  the  proper  evidence  of  what  they 
were. 

The  defendants  then  offered  to  prove  that  a  no- 
tice was  kept  posted  conspicuously  in  their  office, 
"  All  baggage  at  the  risk  of  the  owners' — that  the 
same  was  printed  in  larffe  letters  at  the  top  of  the 
way  bill,  and  that  proclamation  to  th«  same  ef- 
fect was  habitually  made  before  the  stages  started 
from  the  offices.  The  plaintiff  objected  to  the  in- 
troduction of  this  evidence,  on  the  ground  that  such 
notices  did  not  limit  the  liability  of  carriers,  whom 
the  law  regards  as  insurers,  except  against  the  act 
of  the  owner,  the  act  of  God,  (a  stroke  of  light- 
ning, etc.,)  or  the  act  of  public  enemies.  The 
court  held  that  a  carrier  is  liable,  except  as  just 
stated,  and  that  he  cannot  avoid  that  liability  by 
notices.  He  may  qualify  it  in  resjxjct  to  the  place 
of  delivery,  or  he  may  by  such  general  notice  re- 
quire persons,  when  they  take  or  send  articles  of 
great  value  in  small  comoass,  toac<iuaint  him  with 
the  fact,  that  he  may  take  greater  care,  for  that 
would  be  but  reasonable.  If  a  special  agreement 
that  the  carrier  should  not  be  responsible  were 
proved,  it  might  be  a  question  whether  that 
would  remove  his  liability  or  not — but  no  general 
notice  will. 

It  may  be  well  to  add  a  point  which,  though 
not  arising  in  this  case,  is  also  generally  misunder- 
stood— viz  :  that  a  stage  owner,  etc-,  has  no  right 
to  refuse  to  take  a  person  who  will  not  agree  to  be 
responsible  for  his  own  baggage.  They  hold 
themselves  out  as  offering  to  cany  persons  and 
their  baggage  for  a  certain  sum,  and  the  law  re- 
gards the  fare  as  a  compensation  for  both  the 
trouble  and  the  risk.  They  are  looked  upon  as 
qxMsi  public  officers,  who  have  no  right  to  make 
terms  in  respect  to  the  performance  of  their  duty, 
and  are  liable  to  an  action  for  such  refusal. 

Counsel  for  the  plaintiff,  N.  H.  Campbell  &  R.  G. 
H.  Kean — for  the  defendants,  Mosby  &.  Speed. 


of  the  reiiiaioder  of  the  iron,  purchased  of  the 
Brady's  Bend  Works  on  the  Allegheny,  is  to  cona- 
mence  next  month.  A  large  portion  of  the  ma- 
chinery necessary  to  operate  the  road  i?  already 
delivered. — MaysviVe  Eagle. 


MaysTllle  and  Licxinfftoa  Railroad. 

We  are  gratified  to  learn  that  the  work  on  the 
Maysville  and  Lexington  railroad,  in  spite  of  the 
severe  pressure  in  the  money  market  of  New  York, 
is  still  to  be  prosecuted  with  vigor,  and  that  the 
Board  of  Directors  expect  to  open  forty-four  miles 
of  the  road  for  business  by  the  month  of  Decem- 
ber next.  The  line  is  to  be  opened  from  Lexing- 
ton to  Millersburgb,  a  distance  of  twenty-seven 
miles,  and  from  Maysville  to  Elizaville,  a  distance 
of  seventeen  miles;  leaving  only  twenty-three 
miles,  from  Millersburg  to  Elizaville,  to  be  com- 
pleted. The  graduation  on  this  part  of  the  line  is 
heavy,  but  it  is  so  far  advanced  that  it  is  believ- 
ed three  or  four  month's  work  will  prepare  it  for 
the  iron.  The  arching  of  the  tunnels  on  this  lat- 
ter division  is  progressing  rapidly.  The  chairs  and 
spikes  for  the  whole  road  aro  either  delivered  or 

oa  tii9  wa/  &^u  vh9  im\mmt  m^  Uu»  ibipisdnt 


Locomotive  '•CoBncctlous.'* 

We  have  endeavored  in  recent  articles  to  show 
the  disadvantage  under  which  the  motive  power  is 
operated  upon  roads  which  adhere  to  the  "insido 
connected  engine.  '  The  forcible  manner  in  which 
this  subject  is  presented,  upon  turning  from  roada 
having  the  best  examples  of  locomotive  machine- 
ry to  such  as  retain  the  arrangements  whose  dis- 
advantage we  have  often  pointed  out,  cannot  fail 
to  convince  any  well  informed  mind  that  the  latter 
roads  suffer  a  great  loss  in  the  useful  efficiency  of 
their  motive  power  and  a  large  expenditure  for 
repairs  and  renewals. 

The  limits  which  the  inside  connection  impottes 
up>on  the  useful  proportions  of  locomotives  has 
committed  the  motive  power  of  the  lines  which 
adopt  that  connection  to  the  short  stroke  and 
small  wheel  engine  with  low  chimneys ;  and  the 
consequent  effects  of  diminished  speed,  increased 
wear  and  tear,  and  increased  consumption  of  fuel 

It  is  also  notorious  that  the  engines,  built  in 
those  quarters  which  stand  most  committed  to 
this  arrangement,  are  of  cheaper  constmction  both 
as  regard  materials  and  workmanship  than  in  any 
other  part  of  the  country.  Their  proportions  for 
efficient  and  economical  working ;  such  as  allow- 
ance  of  steam  room,  steam  openings,  travel  and 
adjustment  of  valves,  etc.;  are  also  inferior.  Be» 
sides  the  limits  which  are  generally  the  results  of 
this  arrangement  there  are  verj-  many  incidental 
disadvantages  such  as  the  inferior  constructioii  of 
frames,  truck  frames,  ralve  motions,  etc.,  which 
must  always  attend  the  inside  connection. 

The  action  of  such  engines  is  more  injurious 
to  the  road  than  outside  connections,  with  level 
cylinders  and  counterbalanced  drivers.  This  is 
because  there  is  much  more  weight  in  the  recip- 
rocating parts  and  in  the  crank,  which  requires 
heavier  balancing. 

The  inside  connection  involves  too  much  compli- 
cation, distortion  of  parts  and  expenditure  of  pow- 
er. It  limits  the  engine  to  a  standard  below  tha 
demands  of  a  great  traffic;  limiting  both  the  gen- 
eral proportions  of  boiler,  cylinders  and  drivers, 
and  also  the  details  of  the  entire  machinery-. 

It  is  only  nece8.sary  to  examine  the  motive  pow. 
er  of  different  roads,  and  to  note  the  practical  re- 
sults of  the  speed  and  economy  attending  the  two 
arranegments  to  understand  fully  the  Justice  of 
tltese  strictures. 


Censa*  of  DotroK. 

The  census  of  this  city  has  just  been  eompleied 
by  Mr.  J.  D.  Johnson,  for  the  Directory  which  be 
is  about  to  publish.     The  result  is  as  follows  ; 

Total,  of  city  proper 34,436 

Add  Spring  Wells  and  Uamtrajick,  sub- 
urbs of  the  city ^ 3  OOO 

Total  of  city  and  suburbs. S7,4S6 

Males 17,166 

Females 17,271 

This  shows  an  inci-ease  in  the  city  populattoo 
since  1860,  a  period  of  three  years,  of  tkirtten 
thousand  which  is  unprecedented  in  the  history  of 
Detroit,  and  excelled  by  that  of  few  other  cities  in 
the  Unioo. 
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Public  BnUdlasa  at  Waalilactoii. 

The  corner-stone  of  the  Capitol  was  laid  by 
General  George  Washington,  on  the  18th  of  SefJ- 
tember,  1793. — The  order  of  architecture  is 
Corinthian.  Original  design  by  Dr.  Williani  Thorn- 
ton, modified  by  B.  H.  Latrobe,  architect,  in  1830. 
Length  of  building  352  feet,  breadth  in  centre  221 
feet,  at  wings  121  feet.  Height  to  top  of  balustrade 
70  feet ;  grounds  enclosed  and  improved,  30  acres. 
Total  cost  of  the  building  and  grounds  $2,690,459 
21.  Rotunda  96  feet  diameter,  96  feet  high. 
Total  height  to  the  top  of  the  great  dome,  140 
feet. — House  of  R  presentatives,  90  feet  long,  62 
feet  wide,  60  feet  high.  Senate  Chamber,  75  feet 
long,  45  feet  wide,  and  45  feet  high.  Congressio- 
nal Library  room,  92  feet  long,  34  feet  wide,  and 
36  feet  high.  Supreme  Court  room  45  feet  dia- 
meter, and  20  feet  high. 

It  is  well  known  that  the  two  wings  to  the  Capi- 
tol (each  236  by  140  feet,)  are  in  process  of  erec- 
tion, bnt  these  arc  not  included  in  the  dimensions 
above  giren. 

President's  House. — Roman  Ionic;  corner- 
sUMie  laid  September  18th,  1793.  James  Hoban, 
archjt^pt.  Total  cost  of  building  and  grounds, 
$600,000.  Length  180  feet,  bieadth  in  centre  120 
feet,  at  ends,  80  feet — height  to  top  of  balustrade 
60  feet.  East  or  grand  reception  room  79  by  48 
feet,  and  22  feet  high.  Hall  of  entrance  54  by  80 
feet. 

Treasury  Building. — Grecian  Ionic;  corner- 
stone laid  September  7,  1836.  Designed  and 
erected  by  Robert  Mills,  architect.  Length  of 
present  buildings  336  feet,  (when  eorapleted  to  be 
600)  breadth  at  centre  190  teet,  65  feet  high,  coloD- 
ade,  336  feet  long,  15  feet  wide,  and  65  feet  high 
to  top  of  balastrade.     Cost  $650,000. 

Patent  Office. — Grecian  Doric;  corner-stone 
laid  September  7,  1835 ;  original  design  by  Town 
and  Elliot,  modified  and  erected  by  Robert  Mills, 
architect. — Length  of  centre  building  270  feet, 
breadth  in  centre  127  feet,  at  ends  70  feet,  height 
65  feet,  grand  portico  95  feet  front.  Cost  $417,- 
000.  Total  dimensions  of  original  plan  430  feet 
by  300.  Court  in  centre.  Grand  exhibition  room 
265  feet  long,  63  feet  wide,  and  30  feet  high. 
Model  room  70  feet  by  63  feet,  and  16  feet  high. 

In  addition  to  the  above  is  the  east  wing ;  length 
276  feet,  height  60  feet;  model  or  grand  exhibi- 
tion rooms  270  by  66  feet.  The  west  wing  which 
is  now  in  process  of  erection,  to  be  the  same  di- 
mensions. 

Ge.veral  Post-Office. — Grecian  (Italian  ;)  cor- 
ner-stone laid  May  25,  1839 ;  designed  and  ex- 
ecuted by  Robert  MillS;  architect.  Lentgh  of 
building  204  feet,  breadth  at  wings  102  feet,  at 
centre  60  feet,  height  63  feet.  Total  cost  $450,- 
000. —  Wash.  Republic. 


To  Railroad  Companies, 
Machinists,  Car  3lan-      , 
nfactnrers,  etc.,  etc.        I 
CHARLES  T.  GILBERT, 

NO.  80  BROAD  ST.,  NEW  YORK, 

IS  prepared  to  contract  for  furnitfhmg>t  manufac* 
turer's  prices—  ..[ 

Railroaa  iron. 

Locomotive  Engines, 

Passenger  and  Freight  Cars, 

Car  Wheels  and  Axles, 

Chairs  and  Spikea. 

Orders  are  Invited ;  and  all  inquiries  in  relation  to 

any  of  the  above  articles  will  receive  immediate  atton- 

ion. 

India-Rubber  Kallroad  Car 
Springes,  etc. 

THEUNITKD  STATES  CAR  SPRING  COMPANY,  liuv- 
ing  completed  their  new  Factory,  are  maimfactiiriiiif  nii<l  ftir- 
lii-shiiiK  to  llailioad  Companies,  utiJ  Cur  Builders,  RUBBER 
SPRI\GS  of  the  best  quality,  oii  the  most  favorable  termii. 

Also,  McMuUeti'ij  superior  WHITE  HOSE,  not  oiily  «>r 
Bailroada,  but  all  other  imriHwen,  and  of  any  size  or  lhickiio«» 
req^rad.  Office  No.  26  Cliff  i.tr«;l, 

AMf.  10, 1853.        3m  New  Y.irH. 


To  Locomotive  Engine  Buil- 
ders and  Engineers 

THE  Proprietors  offer  f«r  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  aa  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  Tiiej 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith'is 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 

could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to]  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con 
tract, — the  property  now  ottered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  pros]>ect  of  remunerat 
ing  work  to  be  secured  immediately  are  worthy 
the    attention  of  manufacturers   and    ~ 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  ofli?r  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &.  Pope,  Pine  Street,  New 
York. 


Engineers 


A  Valuable  Farm  In  Illinois 
for  Sale. 

SITUATED  in  the  VUlage  of  Seward's  Paint  in 
ikfow^t'of/ttfry  County  7  i  miles  North  of  Hills- 
buroiigk,  about  36  South  of  Springjidd  the  Capital 
of  the  State,  about  18  West  of  the  Illinois  Great 
Central  Railroad,  about  4  or  5  North  of  the  Alton 
&  Ttrre  Haute  Railroad  and  about  18  miles  West 
of  the  inttrsertion  of  the  two,  containing  80  acres 
of  rich  prairie  land. 
Apply  by  letter  or  in  person  to 

S.  S.  ROCKWELL, 
No.  15  South  Second  str.  Williamsburgh. 


Machinists^  Tools. 

A  SUPERIOR  CLASS, 

DB3I0NED  particularly  for  Railroad  work,  iiianufWcUired 
by  L.  B.  TINa  A  CO.,  (late  Alduch,  Tiho  dt  Co  ,) 
■    '7  18&3.  LOWELL,  lUsi 


Railroad  Iron. 

Two  TUOL's!AND  TONS  Erie  Patt.rii,  iS  llw.  to  the  yard, 
alruadv  H!ii|>i)e«l,  »i>d  expo-tcnl  here  "ixm — for  unlo  by 
38tf  JOUN  H.  lilCK8,  90  Beiiver  iiL 


Tons  Y  orkshire  T   rail,  \\eighing  56 
lbs.   to  the  yard,  and  of  a  suiK-rior 
(iuality  daily  due  and  for  sale  by, 

NAYLOR  &  CO. 


1300 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  innnutactures  and  keeps  constant- 
ly  on  hand  fur  sale,  every  variety  and  bizc  of  Rail- 
road Wheels  made  from  (he  celebrated  @xiord  Iron. 
All  orders  addressed  tu  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  O.,  will  be  aiundad  to  promptly. 
S«p(.  11,  1612.        If* 


Valuable  Works  on  Rail- 
roads, Railway  Eng^ineer- 
Ing,  Steam  Engines,  &c. 

LARDXERS  RAILWAY  ECONOMY,  1  vol.S2  W 

THE  STEAM  ENGINE,  STEAM  NAVIGA- 
TION, ROADS  AND  RAILWAYS,  Ex- 
plained and  Illustrated  by  Dr.  LARDNER, 
8th  Edition,  revised  and  improved 2  00 

TREDGOLDON  THE  STEAM  ENGINE, 3 
vols.,  4  to.,  }£  calf 50 

TREDGOLU  S  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1 

PORTWINE   ON  THE   STEAM   ENGINE.. 

BURGO  YNE'S  ART  OF  BLASTING  ROCKS, 
QUARRYING,  &C 01 

TREATISE  ON  TUBULAR  AND  GIRDER 
BRIDGES 

BAKER'S  LAND  AND  ENGINEERING 
SURVEYING 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 

PRIDEAUX  ON  ECONOMY  OF  FUEL.... 

SEWELL  ON  STEAM  AND  LOCOMOTION 
Vol.  1 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 9  50 

GARRS  RAILWAY  LOCOMOTION  AND 
STEAM  NAVIGATION 1 

TRAUTWINE   ON    EXCAVATIONS   AND 

EMBANKMENTS 1 

Imported  and  for  sale  by  JOHN  WILEY, 

167  Broadway,  New  York. 


1 


00 

50 
50 


62 

50 
.'.1 

31 


I  '<j 


00 


N.  York  and  JS.  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commencing  Monday,  May  9, 1853. 


TRAINS  FROM  SBW  TOBa.  TRAIXS  TO  .NEW  T0B«. 

7  A.  M.— AccoinnioUation  to  j.30  A.M.— Si)e(.i;ii,  from  Port 

New  Ilavcii.  Cheater. 

8  A.  M.— Express  forBo8ton,i5.00  A.BL— Commutation  ft-om 

stopping  at  Stani-I  New  Haven. 

ford   and    Bridge- 6.15  A.BJ. — Accommodatiotifm 

port  New  Havuii. 

8.10  A.M.— Si>ccial     for    Port  8.13  A.M.— Accommo<laUoii  fni 

Chester.  New  IlaveiL 

11.30  A.U.—Acconvnodatiou  for  9.35  A.M.— Exi>rciis  ftom  New 

New  Haven.  i  Haven,  Stopping  at 

8-00  P.M.— Express    for    New|  Uridgeport,      Nor- 

Haven,  stopping  at,  walk  and  Stamford. 

Stamford,  Nor  walk  1-07  P.M.— Boston       Express, 

and  Briilgeport      |  etoppiiig  at  Bridge- 

4.00  P.M.— Accommodation  for!  port,  Norwalk  and 

New  HaveiL  I  Stamford. 

6.00  P.M.— Express  for  Boston,  4.00  P.M.— Special,  from  Port 

stopping  at  N.  Ha-j  Chester. 

veil.  j4.00  P.M.— Accommodation  ftn 

6.36  P.M. — ConimutatioD for N.  New  Havea 

Haven.  19.30  P.M.— Boston       Kxpresa, 

6.30  P.SI.— Special     for    Port  fctopping  at  Bridge- 

Chester.  I  port,  Norwalk  and 

'  Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  Sup't 
New  Hitten,  May,  185a 


Stuart,  Serrell  &  Co., 

CIVIL  ENGINEERS, 

Rooms  22,  24,  26  &  2", 

167  Broadway,  New  York. 
Chirlbs  b.  Stuabt,  Edward  W.  Serrbll, 

Daxibl  Mabsb,  Samcel  MoElrot. 


New  Works  on  Civil  Engineering. 


fur  Rail. 
-2iH]edi- 


THE  Field  Practice  of  laying  out  Circidar  Curves 
roads.— By  Jonsf  C.  TRAtlTWiilB,  Civfl  Enginecr- 
tion  in  pocket'l>ook  form. 

A  new  and  rapi<I  method  of  Culculating  the  Cuhlc  Contentx  of 
Kxcavationa  and  Embantiincntfi,  by  the  aid  of  Dlacrrams. — By 
John  0.  Trantwine,  Civil  Engiiioor— with  10  Copper  Piatos. 

Price  One  Dollar  ea«h — postage  on  the  Curves  Three  C^ita^- 
and  on  tbe  SzcavatioaB  tad  Embankments,  Six  Cents. 

roTMUeby  WILLIAM  HAMILTON, 

Han  or  ttw  VraaUn  Institute. 
Ua7  4,lttaL  --      -^ 


ESTABLISHED    17  96. 
McAllister  &  Brother, 

OPTICIANS  and  Dealers  in  Mathematical  Inrtruinents.  at 
the  old  established  stand,  48  Chestnut  street,  Philadelphia, 
Pa.  Mathematical  Instruments  separate  and  in  case^.  Protrac- 
tors, Spacing  Dividers,  Drawing  Pisis,  Ivory  Scales,  Tape  Mea- 
sures, Salometers,  Spy  Glasses,  Microscopes,  Spectacles,  Hy- 
drometers, Platina  Points,  Maxic  Luntema,  etc  ,  etc  ,  etc. 

Our  lllustrateil  and  priced  Catalogue  i."  ftiraiahed  on  applies. 
tion  and  sent  by  mail  frae  of  chars*. 
^c>p.  1»,  18&  I 
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C^t     AAA   AAALITTLEMIAMIRAIL- 
«P  1  ,UUU,UU\J ROAD  COMPANY  SIX 

PER  CENT.  FIRST  MORTGAGE  BONDS  FOR 

SALE. 

OKflCE  OF  WlXSLOW,  LaNIF.R    &  Co 

No.  62  Wall-st.,  Oct.  6,  1863. 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
offer  for  sale  one  million  of  their  SIX  PER 
CENT.  BONDS,  with  coupons.  Interest  and  prin 
«;ipal  payable  in  New  York,  the  former  half-yearly, 
Ist  of  November  and  l.st  of  May.  They  are  in 
suras  of  $1,000  each,  payable  the  1st  day  of  May, 
1868. 

These  Bonds  are  issued  under  the  express  au- 
thority of  tht?  Legislature  of  the  State  of  Ohio ; 
and  are  a  pail  of  iho  SI, 500 ,000  Loan  authorized 
to  be  issued  by  a  vote  of  the  stockholders,  for  the 
purpose  of  raising  means  to  make  a  double  track ; 
the  greatly  increiised  a  id  increasing  business  of 
the  road  makes  this  absolutely  necessary. 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Springfield ;  is  now  in  complete 
running  order;  has  cost,  including  equipments, 
stations,  stjition-houses,  &c.,  up  to  this  date 
S2,708,109  19. 

This  i.'ompany  hold  stock  in  the  Columbus  and 
Xenia  Railroad  Company  to  the  amount  of  S386,- 
000,  which  now  commands  a  premium  of  20  per 
cent.    Also,  in  the  Hillsborough  Road  the  amount 
of  311,716. 

been  as  follows : 


The  receipta  of  the  Road  have 
For  the  ye.ar  ending  Dec.  1,  1844. 
For  the  year  ending  Dec.  1,  1845 
For  the  year  ending  Dec.  1,  1846 
For  the  year  ending  Dec.  1,  1847 
For  the  year  ending  Dec.  1,  1848 
For  the  year  ending  Dec.  1,  1849 
For  the  year  ending  Dec.  1,  I860 
For  the  year  ending  Dec.  1,  1851 
For  the  year  ending  Dec.  1,  1852 
The  receipts  from  Dec.  1, 1852,  to 

1,  1853,  10  months  were 

For  the  same  period  year  before . 


Sept. 


.$18,623  36 
.  46,327  68 
.116,062  02 
.221,139  62 
.280,085  78 
.321,398  82 
.405,697  24 
.487;845  89 
,526,746  36 

!  644,625  69 
.411,797  06 


Increase  in  10  months $132,823  63 

The  position  of  this  road,  being  the  natural, 
shortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  in  the 
country. 

An  insi^HKition  of  a  map  will  .show  its  connections 
to  be  many  and  important.  This  road  operates 
the  Columbus  and  Xonia  Road,  and  runs  in  con- 
neciiun  with  the  Cleveland  and  Columbus  Road ; 
in  fact  they  are  now  run  as  one  line  greatly  to  the 
advantage  of  all. 

Regular  annual  10  percent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  di- 
vidend of  5  per  cent,  in  1852.  In  1862  two  cash 
dividends  of  6  per  cent,  were  made. 

The  present  surplus  and  reserve 

fund  amounts  to $98,646  10 

The   mortgage   covers   the  entire 

line  of  road,  costing  to  date.. .  2,708,108  19 
To  bo  expended  on  double  track, 

&c 1,600,000  00 


Value  of  security $4,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
one  of  the  most  ample  character,  being  a  first  and 
only  mortgage  or  deed  ot  trust  (excepting  one  of 
$100,000  to  the  City  of  Cincinnati)  on  the  Com- 
pany's Road,  Stations,  Franchises,  net  income,  &c., 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  for 
the  bondholders,  with  ample  power  to  take  posses- 
sion of  the  Road,  its  real  and  personal  estate,  fran- 
chises, &c.,  and  to  sell  the  same  to  the  highest 
bidder  for  cash,  if  default  be  made  in  payment  of 
interest  or  principal.  The  mortgage  is  for  $1, 
600,000,  and  cannot  be  increased. 

The  Slock  owned  by  the  Road  in  the  Columbus 
and  Xenia  and  Hillsborough  Railways  will  macb 
more  tbaa  p»y  off  the  $100,000  prior  lieo  to  (be 


City  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, excepting  this  loan  of  $1,600,000. 

These  Bonds  are  offered  at  private  sale  by  the 
undersigned,  Agents  of  the  Company. 

Printed  statements  of  the  afiairs  of  the  Com- 
pany, and  any  further  information  relative  to  the 
securities,  will  be  given  by 

WINSLOW,  LANIER  &  CO., 
No.  52  WaU-st 


lilUuira  Car  Mannfactory. 


THB  Undersigned  is  prepared  to  manufecture  for  Railroad 
Companies,  Passenjfer,  Baggage,  Cattlej  Freight,  Grarel  and 
Band  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 


£lmira,  N.  T.,  June  1, 1853. 


WM.  B.  RUTTBB. 


The  Hamilton  Gar  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cari>,  &,c.  &«. 

Having  ample  facilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  to 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  RaU  Road  Bridges,  &c.  made  to  order  at 
short  notice. 

Orders  Respectfully  Solicited. 
Address,  HENRY  SIZER,  Agent, 

Cincinnati  Ohio. 

Office  596  Fifth  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 


Railroad  Car  Works. 

Tm  Undersigned  are  prepared  to  manu&cture  for  Railroad 
Companief),  Passenger^aggage,  Cattle,  Freight,  Gravel  and 
Hand  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

F.  HUNQERFOBD  *  CO. 
McvniUe,  Ky.,  Sept.  29, 1863. 


Hufty's 

Knglnecrsf  Architects  and  Dr*ftsBacB*« 

STATIONERY  EMPORIUM. 


WHATMAN'S  Turkey  Mill  Drawing  paper,  Trac- 
ing paper.  Plan  and  Profile,  Protractwrs,  Draw- 
ibg  Pins,  Fabers,  Jackson's  and  ether  makers'  Pen- 
cils; Field,  Level,  and  Memorandum  Books  ot  vari- 
ous patterns;  Mathematical  Instruments,  Tape-Unes. 
Mouth  Glue,  Cross  Section  paper,  Trianeles,  Sabei 
Brushes,  Gum  Bands,  Maiden  Gum,  Red  Tape.  Ink, 
Inkstands  and  Sand,  Water  Colors,  Pallets,  Patent 
Binders  for  lettera,  Portfolios,  etc.,  together  with  a 
ineral  assortment  of  Stationery  and  Blank  Books. 
HI  goods  packed  with  care,  and  forwarded  to  any 
vrt  of  the  United  States. 

JOSEPH  HUFTY, 
Successor  to  H.  L.  Lipman, 
139  Chestnut  st.,  PbU«deli4ik. 
W»y  «,  1861. 


Bnfiklo  Car  Works. 

TOWNSSND  A  COIT,  Proprtoton. 

iiTJi  an  DOW  erecting  an  extensive  IsUblichineot  fer  tbe 
Tf  manoftcture  of  Railroad  Cars,  which  will  be  ftmlikai 
with  all  tbe  ooaveniencea  known  to  the  buaioeaa,  aad  nmij  ttt 
opefmtioD  by  tbe  lat  day  of  June  oext,  at  which  OnM  we  «M 
be  raei^  to  ezeeete  ordera  for  BagKage,  Boi,  PladiinD  aad 
Oattle  Can,  of  the  moat  approved  atyte  a«^  fioiih.  M  eeattae 
we  are  prepared  to  make  ooatracu  for  work  to  be  Avaiabed 
<lurin(  tbe  lommer  aad  ML 

TOWHsm  *  oon, 


A.  N.  GRAY,  CleTeland,  O., 

RECEIVER  AVD   FORWARDER  of  RaUroad 
Iron,  Chaira  and  Spikes 
Also,  Cars,  Lcx^nmotives,  and  all  kinds  of  Machi- 
nery for  Railroad  put  poses. 
0(hce  next  do<^r  to  the  Custom  Elouae,  Main  mU 
January  12,  1863. 

SIXTY  UILSS  DISTANCE  SATEDI— ONLY  THIKTY-SIX 
AND  A  HALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  the 
Great  Weatem  U.  8  Through  Mail— FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  and  all 
Poru  00  Lake  Micbigaa— Tiirough  from  Buflhlo  to  Monroe  IS 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  foUowing  magniiicent  and  unequalled  steamers  tram  the 
line  between  Bul&lo  and  Monroe  : 

EMPIRE  STATE.  J.  WiLSox,  Commander,  leaTCs  BuAki 
Mondays  and  Thursdays. 

SOUTHERN  MICHIGAN,  A.  D.  Pbrki.is,  Commaadet, 
leaveft  Bu&lo  Tuesdays  and  Fridays. 

NORTHERN  INDIANA,  L  T.  Pbbatt,  Commander,  leaves 
BulGUo  Wednesdays  aiid  Saturdays. 

One  of  tbe  above  Hpleodid  steamers  will  leave  the  Michigan 
Southern  Railroad  Luie  Dock,  at  9  o'clock,  P.  M.  every  da>, 
(except  Sundays)  and  run  direct  through  to  Monroe  without 
landing,  In  14  hours,  where  the  Lightning  £x{>reaf>  Train  will  be 
in  waiting  to  take  pansengers  direct  to  Chicago  in  8  hours  ;  ar 
riving  ne^t  evening  after  leaving  Bu&lo. 

THE  LAKE  SHORE  RAILROAD. 

runs  in  connecUoo  with  this  line,  Ibnning  the  ouiy  cootiouous  line 
of  Riiilroad  to  Chicago  and  the  Illinois  River. 

For  Through  Ticketo,  by  New-York  and  Erie  and  Buflalo  aad 
New-York  City  Railroad  via  Buflalo,  or  by  the  People's  Line  of 
Steamboaiti,  Hudson  River  RaiUoad  via  Albany  and  Buflialo,  ap- 
ply to 

JOHN  F.  PORTER,Ag«it. 
No.  193  Broadway,  comer  Dey-et,  M.  T. 


York 


MONTREAL.  &  NEW 

AND 

Plattsburgb  and  MonU'eal 

RA1L.ro  AI>S. 

i3rQp«n  through  from  PlaUtburgh  to  MontreaL^X 

Passenger  Trataw  leave  Montreal  for  Plattsburg  at  6  80  a.m 
and  5  p.m.,  arrive  at  8  turn,  and  7.30  p.ni. 

Leave  Platteburg  for  Montreal  7.30  am.  and  4  p.m.,  arrive  a 
10  a.m.  and  O.SO  p.m. 

Trains  coonet  at  Montreal  with  Steamers  for  Quebec,  and  tbe 
Sl  Lawitaice  and  Atlantic  Railroad  for  Sberbrooke  and  inter 
mediate  etatioa 

Trains  connect  at  Mooers  Junctioa  with  Northern  (OgdeiM. 
burgh)  Railroad  for  Ogdunsburgh  and  Lake  Ontario  Steamers  for 
Lewixtoo,  Niagara  FalU  and  Ul>|>er  Canadia,  and  all  ports  on  the 
Western  Lako»t. 

Trains  connect  at  Platttburgh  by  Steamer  to  Burlingtco  with 
Ruthind  and  Rurlingtoo  Railroad  and  connecting  linei>  for  Troy, 
Albany,  New  York  and  BoNt(w,  and  ail  ini.ennedihte  i^tatioae. 
Also  with  steaniere  for  Whitehall  to  the  Saratoga  and  Waakiac- 
too  Railroad,  and  connecting  hnes  of  road  to  Troy,  Albaoy  aod 
New  Yoik. 

Passeogera  wiD  find  this  roete  uneaguelled  for  comfor  aod 
dispatch,  and  attended  with  lessf  atigue  mid  dety  than  any  ether. 
It  possesses  moreover  tbe  advantage  of  a  short  Ferriage  of  only 
^teen  minutes  across  the  River  St.  LawreiKX-  at  Caughnawaga, 
which  has  never  been  known  to  freeze,  and  can  be  coofldently 
relied  u|>on  at  all  seaHons  of  the  year. 

i^Frieght  Tarins  run  daily  each  way. 

For  particulars  see  Frieght  and  Paasenger  Tariff 

Baooaoi  checked  through. 

H.  W.  NELSON,  Superintendent 

New  York  and  Erie  R.  R. 

PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

a*  follows,  TO.:— 

DAT  Kxraass,  at  6  a.  m.  for  Dunkirk  and  Bufhio. 

Mail,  at  SJkt  a.m.  for  Dunkirk  aitd  Bul&k),  and  ail  intermediate 
gtaliona.  Passengers  by  this  trahi  will  remain  over  night  at  any 
station  between  Binghamton  and  Coming,  and  proceed  Uie  next 
morning. 

ACCOMVODATioa,  at  Viyi  p.in.  for  Delaware  and  all  intanne- 
diate  statiena. 

Wat,  at  Z)i  p.in.  for  Delaware  and  aO  intemediate  atations. 

NiOKT  XxPBBsa,  at  6  p.  m.  for  Dunkiili  aod  BuAda 

XMieaANT,  at  4  p.m.  for  Dunkirk  and  all  intermediate  -♦ttVfftw. 

On  Sundays  only  one  Express  Train — at  b  p.m. 

Tbe  Xxpreaa  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Olerelaod.  Cincinnati,  Chicago,  etc,  and  at  BoMto 
with  fliat  daaa  aptcodia  steamers  for  Clevelaod,  Saaduaky,  Toi» 
4«,  fivtroit  mid  Okicaffo. 

OEAS.  MINOT,  lup^t. 


c*u-.W.*.'  i.i,-^.ii;i. 
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AMJBRICAN    RAILROAD    JOURNAL. 


HF.NRVTANNEB 

vs. 

the  HuJsini  Bher 

RuU.roadCompany. 


f  Circuit  Court  of  the  rnited 
Siati's 
■  ■  for  the 

Nort.h«>rn  District  of  New  York. 

THIS  was  a  suit  brought  by  the  plaintiff  for  an 
allegt'd  infringement  of  letters  patent  grAntcd 
to  bim  a«  assignee  of  the  inventors,  L.  H.  Th»mp- 
.  SON  and  A.  G.  Bacheldek  :  '  for  an  improved  Rail- 
road Brake  ',  by  the  \ise  on  the  said  rojid  of  brakt^s 
maile  on  plans,  alleged  to  have  been  invented  by 
.^EULMUH  HoDUE  and  aI.HO  l»y  F.  A.  Stepiie.ns  and 
purcha-sed  by  the  said  defendants,  from  the  said 
Ho<lge  &,  Stepheas  and  also  for  use  of  the  plrtn  as 
patented  to  said  Tanner. 

The  suit  was  noticed  for  trial  at  the  OcKoIxt 
lemi  of  1853,  and  put  over  the  terra  by  the  motion 
of  DefondanlM  (Counsel  by  paying  the  costs  of  the 
term. 

And  thereafter  the  Defendant's  Counsel  nuide 
overtures  for  a  settlement  which  resulted  in  the 
defendant's  acknowledging  the  validity  of  plain- 
tiff's patent,  the  infringement  of  the  said  patent  by 
the  use  of  double  acting  brakes  ou  the  pliu  of  the 
said  patents,  and  the  Company  paying  to  the 
said  plaintiff  for  the  right  to  use  the  said  invention 
and  for  the  withdrawal  of  said  suit  the  sum  of 
ONE  THOUSAND  DOLLARS  and  costs. 

Having  read  the  above  I  do  certify  to  the  cor- 
rectness of  the  statements  therein  contained. 

October  iSth,  1853. 

THOMAS  M.  NORTH, 
Secret'y  and  Attorney  of  the 
Hudson  River  R.  R.  Co. 
iVtftr  Yor/.-,  October  26th,  1853.; 

Thi.s  is  to  certify  that  I  was  of  Counsel  for  the 
plaintiff  in  the  above  entitled  cause,  that  the  suit 
was  brought  for  the  recovery  of  d.-unages  from  the 
Hudson  River  Railroad  Company  for  the  use  on 
their  cars  of  brakes,  made  on  the  plans  described 
in  the  patents  granted  to  Charles  B.  Turner  on  the 
14tb,  of  Nov.  1848,  to  Nehcmiah  Hodge  on  tha  2d, 
of  October  1849,  and  to  F.  A.  Stephens  on  the 
26th,  of  November  1851.  That  in  preparing  for 
the  trial  of  the  al.)ove  entitled  cause  I  made  a 
careful  examination  of  all  the  facts,  given  in  the 
notice  of  defence  and  became  satisfied  that 
Thompson  and  Bachelder,  from  whom  Tanner  de- 
rived title,  were  the  original  and  first  inventors  of 
the  Double  acting  Brake  covered  by  the  plaintiff's 
patent  and  that  the  Brakes  of  Turner,  of  Hodge, 
and  of  Stephens  arc  infringments  of  the  said  Tan- 
ner's patent. CHS.  M.  KELLER. 


CORROSIVE  SUBLIMATE. 

THIS  article  now  extensively  used  for  the  preaerva 
tion  of  timber,  is  manufactured  and  for  sale  by 
PJVVERS  &.  WElGHTMAN,manufacturiag  Chem 
hta.  Philadelphia. 
Jsn.  20.  1949. 


Drawliigr* 

BBLANDOWSKI,  Topographical  and  Orna- 
•  mental  Draughtsman  and  Designer.  Mai>s 
acOuraitely  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  clesigns  for  decorationsi,fur- 
nilope,  fibnoes  and  ornamental  foundry  work.  Ar- 
chitectural designs.  Drawings  from  nature  care- 
fully prepared. 

Kki'krences.  Messrs.  Miller  and  Freund,  Lig- 
neous Alarble  Works,  corner  of  Franklin  and 
Center  streets.  New  York.  Also  H.  V.  Poor,  %aq., 
Editor  Railroad  Journal,  and  Zerah  Colburn,j  As- 
sistant do. 

Address,  care  of  Railroad  Journal,  0  Spruce 
street  New  York. 


Henry  I.  Ibbotson, 

MANUFACTVRKR    OK 

FILES   ASU   SAWS, 

W«rr«nle<l  of  8Hi)«;rior  iiuality. 
Offlce  and  Warehougc,  iU  Pearl  bt.,  Xew  Yurlt. 


Railroad  Iron. 

/-)  ^/\r|  T0N8  riBST  CLASS  WKL8H  R.MLWAY 
>C«  vf  vf"  IRON,  to  be  niBde  to  uiiy  ordinary  T  pattern 
l«qulT«d  by  the  buyers,  and  for  ghipment  ttom  New|iorf,  Wa!a«, 
■TvvoarabAr,  January,  and  M.irch  neif,  B(>ply  to  Uj«  under- 
Mmn^A  idr  many  years  ctxuieeted  with  tlte  larKvM  liou^e  in  tlM 
iSa^  JOHN  H.  AU3TLV  &  CC  , 

4Atr  2  Iogr»iii  Court,  f  w^burgb  stnMt  hooiou. 


COVINGTON  &-  OHIO  RAILROAD. 

PROPOSALS  will  be  received ,  at  the  Office  of 
the  Covington  and  Ohio  Railroad,  in  Coving- 
ton, until  the  16th  of  December  next,  for  tlK-> 
graduation  and  masonry  of  about  seventy-five 
miles  of  the  above  road  ;  of  which,  the  eastern 
portion,  comprising  fifty  miles,  lies  next  west  of 
Covington  ,  and  the  western  portion,  consisting  of 
about  twenty-five  miles,  li«!s  between  the  Ka- 
nawha River  and  the  mouth  of  Big  Sandy.  A 
large  share  of  the  work  to  b«^  let — including 
bridging  and  tunnelling — is  heavy  and  desirable, 
And  is  well  worthy  the  attention  of  responsible 
contractors.  The  wc^stern  sections  of  the  above 
work  arc  now  ready  for  examination,  and  the 
eastern  portion  will  be  prepared  for  inspection  by 
the  8th  of  December. 

Further  information  may  l.>e  obtained  ou  appli- 
cation at  the  company '.s  offices  at  Covington  and 
Guyandotte 

By  order  of  the  Board, 

CHARLES  B.  FISK, 
Chief  Engineer. 

N.  B.— The  Board  of  Public  Works,  of  Virginia, 
under  whose  direction  the  Covington  and  Ohio 
Railroad  is  to  be  constructed,  on  State  account, 
will  meet,  at  Covington,  on  the  15th  of  December, 
above  named,  for  the  purpose  of  receiving  and 
acting  on  the  proposals  that  may  then  be  offered. 

Nov.  10th,  1863. 


To  Contractors. 


Sft  JBfS  bH^^W  S^aTO 


To  Railroad  Companies. 

COLLINS'  PATENT 

VENTIL.ATORS, 

FOR 

Ventilating  all  kinds  of 

PiBLic  AND  Private  Buildings 

Railroad  Cars,  Depots,  etc. 

THE  Subi^rihcrs  would  invite  the  at- 
tention of  the  public  to  tlie  alcove 
celebrated  Patent  Ventilator.  This  Ven- 
tilator is  the  t>eKt  one  now  Icnown  ot;  for 
eiviug  a  pure  air  in  rootns,  and  ejecting  all  foul  air.  It  has  been 
adopted  by  all  the  principal  Railroad  Conipuiiieii  and  Car  Fac- 
tories, and  is  extenaively  U)*e<l  for  |>rirate  dwelling  and  for  the 
cure  of  nDioky  Cbimuuys  cannot  l>c  excelled.  Manuracturcd  and 
for  sale  by 

BAKER  &.  WILLIAMS, 
No.  406  Market  St.,  Girard  Row, 
Sole  Agents  for  Pennsylvvnia. 

CERTinCATES. 

Engineer  Department  P.R.R.,  AUuotui,  Feb.  8, 1868. 
This  is  to  certify  that  Messrs.  Baker  &  Williams,  of  406 
Market  st,  Philadelphia,  Lave  ftimJHhed  a  large  number  of  Col- 
lins* Patent  Galvanized  Iroti  Ventilators  for  the  P.  R.R.  Co.,  and 
that  they  have  given  every  e>ati8factioii,  acting  fUlly  u»  represent- 
ed.   I  consider  Uiem  ait  a  noceHwao'  appendage  to  an  En^e 
Hotisa    We  liave  theni  in  use  thirteen  inches,  and  two  feet  diam- 
iter,  acting  c<iimlly  welt     So  well  satisfied  ani  I  of  their  uscflil- 
en.-*,  Uiat  the  Engine  Houses  we  are  about  building  will  be  nup- 
(e<l  with  theiii  at  every  point  where  a  draft  I*  neressurj-  to  free 
building  of  smoke.  STRICKLAND  KN'EASS, 

PrincijxU  Atsistant  J^ngineer  P.  ILIl.  Co. 

Engineer  Depart.  P.  R.R.  Co.,  Pilltburgh,  May  12, 1803. 
ilessn*.  Bakkr  ii  Williams, 

Desir  Sirs-Tbe  23  Collins'  Patent  Ventilators  I\imished  by  you 
for  the  Engine  House  at  this  place,  have  l>ecn  in  use  several 
months  and  their  merits  have  been  ftilly  le-sted  and  have  given 
tnost  per*«t  siitisfactioo  ;  t>eing  constructed  <jn  tnie  principles 
of  Ventilation,  and  the  workmanship  is  of  a  substantial  andsu|)«>- 
rior  character.    Yours  truly,  OLIVER  W.  BARNES, 

Sin40  Principal  A—iatant  Engineer  P.  MM.  Co. 


Krupp^s 

CILEBRATED  CAST   STEEL, 

Which  obtained  the  Council  Me<Iul  at  the  London  Exhibition  ki 

1851. 

fVioranted  unapproaehabte  a*  to  Quality  and  Site. 

PLATERS  and  other  Ca«t-Steel  Rollers,  of  any  dimonsloos 
not  exceeding  six  feet  kxig  by  eiybteea  incbe>>  diameter. 
Piston  Rod.-  and  £hal^«  ftir  Steam  Eogincr,  ni.t  exceeding  3000 
lt)S.  in  weijflii. 
RailwHy  and  oUior  Axles,  Craiika,  Springs  and  Tyroa. 
Cannon,  Rifle  and  Oun  Barrels. 
Mint  and  uthttr  Roiling  MUla 

Orders  ruceived  by 

THOMAS  PROSSKR  A   BOBT, 

...  28  Pl«tt  street,  N«w  Yotk. 

Sole  AgenU  (brthe  United  StatM. 
Ne*.  10, 18W. 


Chiek  Enoi.neer's  Officf:,   N.  &,  P.   R.  R.  Co.,> 
Norfolk,  Oct.,  i:?,  1?58.         J 

SEALED  PROPOSALS  will  be  received  by  the 
undersif^ned  at  thisollice  from  the  3d,  iwitilthe 
15th  day  of  December  next,  at  noon,  for  the  gnt- 
diuitioti  and  masonry  of  62  miles  of  the  Norfolk  & 
Petersburg  railroad  between  the  city  of  Norfolk 
and  Warwick  Swamp  in  the conntiioj  Sussex. 

The  line  will  be  divided  into  sections  of  about  4 
miles,  and  bids  will  l>e  received  for  oik-  or  more  of 
.said  sections. 

Mai)s  and  profiles  (,f  the  line  will  Imj  ready  for 
insjK'ction  and  specifications  with  fonns  of  propo- 
sals may  be  hatl  of  the  undersigned  on_  ami  after 
the  first  day  of  Deceinl>er. 

Payments  will  be  made  in  current  money  durinis: 
the  progress  of  the  work  in  proportion  of  four- 
fifths  of  the  amount  due. 

As  soon  as  practicable  after  the  examination  of 
the  pioposals,  those  to  whom  the  work  will  be  al- 
lotted will  Iw  duly  notified,  and  il" deemed  neces.s- 
ary  requiretl  to  give  bond  with  satisfactory  secu- 
rity for  an  amount  not  exceeding  one-tenth  of  the 
amount  of  work  to  be  done. 

The  company  reserves  the  right  to  accejjt  such 
proposals  as  in  their  judgment  will  secure  the 
promi)t  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  reject  all,  if  none  are  .'»atisfac- 
tory. 

The  line  is  ejtsy  of  access,  the  country  through 
which  il  pa.sses  is  of  mild  climate  and  abimdant  in 
supplies.  Postage  on  all  communications  must  he 
prepaid. 

W.  MAHONE, 
Chief  Engineer. 

TUE  SUBi^iCRIBERS  manufacture  and  keep  constantly  Ibr 
sale.  Light  JtaiU  of  the  most  approved  patterns,  weighing 
22,  25,  28,  it)  and  60  Ibe  per  yard,  suitable  for  Collierii,  Minen-, 
Quarrymen  and  Contractors,  or  for  iiini  outc,  depot  and  branch 
tracks.  CHARLES  E.  SMITH   &  Co 

1744  Fairmount  Iron  Works,  Philadelphia. 

CHAS.  E.  SMITH,  HENRY  MORRIS, 

TH03.  T.  TASKER,  WISTAR  MORRIS. 


To  Contractors. 
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PROPOSALS  will  b«  received  till  sunset  Nov. 
21st  for  the  Graduation,  Masonry,  and  Super- 
structure of  the  CLINTON  LINE  EXTENSION 
RAILROAD  from  Hudson  to  its  intersection  with 
the  Mad  River  Railroad,  a  distance  of  about  one 
hundred  miles.  The  route  occupies  a  perfectly 
healthy  country,  thickly  inhabited,  and  accessible 
at  all  points. 

Also,  at  the  same  time,  for  the  construction  of 
the  portion  of  the  Clinton  Line  Railroad  not  under 
contract  extending  to  the  Ohio  and  Pennsylvania 
State  Line. 

SpeciflcatioHS,  Maps  and  Profiles  will  be  ready 
for  examination  ten  days  before  the  letting  at  th« 
Engineer's  office  in  Hudson. 

H.  N.  DAY,  President. 
W.  B.  BRINSMADE,  Chief  Eng'r. 
Hudsan,  Ohio,  Oct.  10th,  1853. 


Book  and  Job  Printing. 

The  tmdersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL,'* 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatcb. 
They  respoctflilly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printing  of  ExKibU4 
T\me-tabUs,  Circvlars,  Tickets,  <f>c.,  «f>c. 

J.  H.  SCHULTZ  &  COs 

JV«v  Y»rk  April  9,  18^. 
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AMERICM  RAILROAD  JOURNAL. 

STEAM  NAVIGATION,  COMMERCE,  MINING/ MANUFACTURES. 

HENRY  V,  POOR,  Editor. 
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'  The  Mechanical  Engirucring  department  of 
this  paper  will  be  iinder  the  charge  of  Mr.  Zerah 

COLBURN. 
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Saturday,  December  3f  1853< 

Entbrbd  according  to  Act  of  ConsTMB,  in  tbe  year  1863,  by 
Edwin  F.  Johnson,  In  tbe  Clerk's  Office  of  the  Dtetirct  Court 
of  Connecticut. 

Railroad   to  the  Paelflc«-?lortliern   Rente. 

Its  General  Character,  Relative  Merits,  etc. 

Bt  Edwin  F.  Johnson,  C.  E. 

(Coottimod  from  Page  756.) 

TERMINI  ON  THE  PACIFIC   AND    ON  THE  LAEGt. 

Having  now  concluded  the  descripUon  of  the 
proposed  road,  its  character,  and  the  country 
through  which  it  passes  ;  attention  is  requested  to 
the  places  selected  for  its  termini. 

In  no  part  of  the  v-orld  can  a  site  be  found  for 
a  great  maratime  city, — such  an  one  as  must  neces- 
sarily grow  up  at  the  terminus  of  the  proposed 
railroad  on  the  Pacific, — superior  to  that  whicli  is 
afforded  on  the  waters  connected  with  the  straits 
of  De  Fuca. 

According  to  Commander  Wilkes  these  straits 
are  ninety-five  miles  in  length,  and  eleven  miles 
broad.  They  connect  within  our  own  borders  with 
several  spacious  inlets,  known  as  Hoods  Canal,  Pu- 
j^t  8oui»d,  Adniirality  Inlet,  and  tho  Archipelago 
of  Arro.  These  were  all  carefully  surveyed  under 
his  direction,  and  he  represents  them  as  "unsur- 
pas-'cd  by  any  C8tuary  in  tbe  world.    They  com- 


prise very  many  fine  harbors  and  safe  anchorages, 
and  arc  entirely  free  from  dangers.  *  *  The 
country  by  which  these  waters  arc  surround- 
ed is  remarkably  salubrious,  and  offers  every  ad- 
vantage for  the  accommodation  of  a  vast  commer- 
cial and  military  marine,  with  conveniences  for 
docks ;  and  many  sites  for  towns  and  cities, — at 
all  times  well  supplied  with  water,  and  capable  of 
being  provided  with  every  thing  by  the  surround- 
ing country,  which  is  well  adapted  tor  agricul- 
ure."  In  particular,  he  statxjs,  that  "on  the  t.ast 
side  of  Admiralty  Inlet  north  ofthe  latitude  of  47= 
are  many  fine  harbors  and  bays,  all  of  which,  in 
time,  will  become  places  of  resort  for  vessels. — 
Situated  on  the  east  side  they  are  more  accessible 
for  trade  than  those  on  the  west  side,  and  from 
having  a  large  area  of  country  around  them,  s\is>- 
ceptible  of  improvement,  they  must  become  more 
thickly  and  densely  populated.'  Ten  of  these 
bays  and  harbors  are  enumerated.  "Nothing,"  he 
continues,  "can  exceed  the  beauty  of  these  waters, 
and  their  safety."  Spring  tides  rise  eighteen  feet, 
and  neap  tides  twelve  feet,  aflording  every  facility 
for  the  construction  of  dr>-  docks;  winters  mild 
and  of  short  duration,  and  harbors  never  obstruct- 
ed by  ice."  The  islands  in  the  archipelago  of  Arro, 
he  informs  us,  contain  quarries  of  sandstone,  and 
granite  convenient  of  access  and  suiuble  for  build- 
ing. 

Thornton  In  speaking  of  these  waters,  states 
that  there  are  many  reasons  which  producj  the 
conviction  on  his  mind  that  they  "will  ultimately 
send  out  upon  tho  ocean  not  only  a  greater  num- 
ber of  able  and  skilful  seamen  than  the  Bay  of 
San  Francisco,  but  more  than  any  other  of  equal 
extent  in  the  world." 

"Among  the  reasons  which  may  be  assigned  for 
this  opinion,  is  ttie  inexhaustible  supply  of  good 
timber  along  the  shores  of  this  great  Bay,  and  the 
unlimited  amount  of  motive  power,  as  compared 
with  the  almost,  if  not  quite  toUl  absence  of  both, 
about  the  Bay  of  San  Francisco.  I  may  also  men- 
tion the  fact,"  he  says,  of  the "  vastly  superior 
productive  powers  of  Oregon,  (now  Oregon  and 
Washington,)  as  an  agricultural  country,  rendering 
it  capable  of  furnishing  supplies  to  an  indefinite 
extent  to  a  commercial  and  military  marine."  To 
this  may  be  ad(Jed,  the  abundant  supply  of  bitu- 


minous coal  for  marine  and  manufacturing  and 
other  pur)M>.ses,  since  ascei  laiued  to  exist  in  the 
vicinity  of  those  waters,  and  to  wliich  allusion  baa 
already  been  made  in  another  place. 

Naval  gentlemen  with  whom  I  have  conversed, 
and  who  have  visited  these  waters,  all  concur  in 
giving  to  them  the  high  character  awarded  to 
them  by  Commander  Wilkes  and  Mr.  Thornton. 
They  are  capacious  enough  to  accommodate  the 
oavy  of  the  world  ;  are  free  from  shoals  and  from 
all  dangers  not  visible,  and  are  easily  ;<ccessible  at 
all  seasons.  As  a  site  for  a  great  commercial  mart 
they  have  no  equal  in  the  particulars  enumerated 
above,  on  the  Pacific,  within  the  limits  of  the  Uni- 
ted States. 

The  only  other  ports  on  that  coast,  which  can  be 
considered  as  having  claim  to  consideration  a« 
points  of  general  resort  for  the  marine  of  the  Pa- 
cific, have  already  been  named.  They  are  tho 
mouth  of  the  Columbia,  San  Francisco,  and  San 
Diego. 

The  mouth  of  tlie  Columbia  was  for  a  lonj 
time  deemed  to  be  difficult  of  access.  The  dangers 
and  difficulties  of  the  entrance  are  spoken  of  by 
Wilkes  and  Farnham  and  otbei«,  but  the  recent 
surveys  made  under  the  direction  of  Prof.  Bache, 
by  Lieut.  Bartlett,  of  the  Navy,  have  dii-closed  tho 
existence  of  a  channel  not  before  known,  and  the 
entrance  is  now  effected  at  the  proper  i»eriod  of 
the  tide,  with  so  little  dangc '  that  tbe  Insurance 
joflSces,  it  is  understood,  take  risks  for  the  Colura- 
I  bia,  the  same  as  for  Sail  Francisco.  In  1860  tbe 
pilots,  according  to  Lieut.  Bartlett,  took  one  huii- 
dred  and  forty  sail,  through  the  new,  or  South 
Channel,  and  ten  vessels  pas&ed  through  without 
a  pilot,  no  accident  occurring.  la  this  lime,  only 
four  vessels  passed  through  the  old,  or  north  clian- 
nel. 

The  spring  tides  within  the  mouth  of  the  Colum- 
bia, at  Astoria,  rise  seven  and  a  half  feet,  the  niap 
tides  five  and  one-third  feet,  and  x.\ii  mean  rite 
and  fall  is  estimated  at  six  «i.d  one-lhir  1  fevt.  In 
the  facilities  afforded  for  the  erection  of  dry  docks, 
the  mouth  of  the  Columbia  is  itifeiior  to  the  w.i- 
ters  connected  with  the  straits  of  Do  Fuca,  the 
mean  rise  and  fall  of  tide  in  the  la'.ter  being  about 
fifteen  feet.  In  respect  to  the  tides  and  character 
of  tbe  entrance,  tbe  mouth  of  tho  Columbia  does 
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not  appear  to  difter  very  much  from  the  hiwrbor  of 
New  York,  and  is  cooscquently  very  well  suited 
for  the  terminus  of  *he  proposed  ra'lroad. 

By  making  it  such,  the  line  of  the  road  will  be 
increased  in  length  about  one  hundred  and  Qfty 
miles,  if  the  point  of  divergence  is  placed  at  the 
entrance  to  Clarks  River  Valley  «ast  of  Fort  Col- 
ville.  The  Cascade  mountains,  which  constitute 
the  only  obstacle  of  a  serious  character  on  tlio 
Northemrouto,  throughout  itsentirelengtli,willbe 
entirelyavoided,andhenceshouldjtbe  found,  from 
the  surveys  now  in  progress,  that  those  moantains 
cannot  easily  be  |>asHcd  on  the  shorter  rout(^  to  the 
Straits  of  D«  Fuca,  it  will  follow  thi^t  the 
mouth  of  the  Columbia  will  be  the  best  principal 
terminus  for  the  proposed  road ;  and  whetlior 
it  is  so  found  or  not,  its  character  as  a  mairatirae 
port,  and  its  relation  to  the  valley  of  the  Columbia 
is  such,  as  to  give  it  that  importance  ;us  onQ  ol'th« 
termini  of  tljcprojMisad  road,  as  toreMderacionncc- 
tion  with  it  indispensable.  In  relation  to  tjie  Asi- 
atic trade  its  [>o3ition  is  about  as  favorable  as  the 
proposed  terminus  at  De  Fuca,  in  consequence  of 
the  latter  being  placed  so  far  inland  ;  a  principal 
objection  to  it,  being  the  increased  distance  by 
railroad  from  the  Pacific  to  the  lakes. 

In  respect  to  the  Bay  of  Sau  Francjaco,  t*e  are 
informed  by  Commander  Wilkes,  that  it  is  "well 
adapted  for  a  naval  depot  or  a  place  for  whalers 
to  recruit  and  refit  ;"'  but  he  'knows  of  nq  place 
where  a  natural  site  for  a  town  can  be  found 
throughout  the  whole  Bay,"  and  it  appeared  to 
him  "extremely  diflicult  to  select  one  wh^re  the 
locality  would  permit  of  cxtensivo  artificial  im- 
provements." 

The  city  of  San  Francisco  is  situated  a  sliort 
distance  within  the  entrance  to  the  Bay  on  the 
south  side.  The  population  of  California,  exclusive 
of  what  is  embraced  within  the  limits  of  the  city, 
is  mostly  found  north  of  the  Bay  of  San  Francis- 
co, in  the  valley  of  the  Sacramento  and  its  tribu- 
taries, a  region  so  situated  as  to  render  it  difficult 
if  not  impossible  to  forma  very  direct  railroad 
communication  between  it  an<l  the  city  of  San 
Francisco,  a  disadvantage  not  experienced  by  the 
other  places  named  in  resjx-ct  to  railway  cpnncc- 
tions  with  the  interior.  I 

In  regard  to  its  position  in  relation  to  tha  Asia- 
tic trade,  in  the  faci  iiies  it  possesses  for  ub|ahtiiig 
sui)plies  of  timber,  fuel  and  provisions,  and  in  its 
jirobablc  future  jiosition  as  a   central  point  in  re- 
lation to  the  population  which  is  rapidly  incna.s 
^  ing  on  the  shores  of  the  Pacitlc,     San  Francisco  is 
!1>elieved  to  be  less  favored  than  its  northerly  rivals- 
vat  the  mouth  of  the  Columbia  or  at  the  Striiits  of 
-De  Fuca. 

In  respect  to  the  other  port  mentioned,  that  of 
San  Diego,  Commander  Wilkes  describes  it  a. 
,  an  "  arm  of  the  sea,  ton  miles  long  anfl  foui 
miles  wide,  and  being  laud  locked  is  pdrfeitlv 
secure  from  all  winds.  The  entrance  is  narrow 
and  is  easily  defended,  and  bas  a  sufficient  deptl; 
•  of  water,  twenty  feet  at  lowest  tide."  Tliore  is  a 
bank  of  kelp,  three  miles  long  by  one  fourth  broad, 
at  the  entrance  of  the  harbor,  which  must  bei  avoid 
e<l  by  large  vessels.  'The  drawbacks,"  he  states 
"are  want  of  fresh  water,  the  streams  not  roachini 
the  bay  hi  the  dry  season,"'  and  the  character  oi 
the  surrounding  country,  which  is  "a  barren  wastt 
of  sand  hillii,  composed  of  volemtic  sund  aiid  uiud 
WM^  >vith  svoria.    Titc  land  U  uiiill  for  t^KUtr»' 


tion.  This  leaves  little  to  recommend  it  but  the 
uniform  climate,  good  anchorage  and  security  from 
winds." 

In  another  place  he  speaks  of  its  inadequacy  to 
accommodate  the  commerce  of  the  Pacific  and  of 
the  country  around  it  to  furnish  the  necessary 
sui)plies.  I 

The  superintendent  of  the  Coast  survey  consid- 
ers the  harbor  of  San  Diego,  from  the  shelter  it 
aflbrdsfrom  all  winds  and  the  depth  of  its  water, 
as  second  only  to  San  Francisco.  He  says,  how- 
ever, that  "the  most  important  subject  connected 
with  the  Bay  is  the  effect  of  the  debouchcment  of 
the  San  Diego  river,  bringing  with  it,  when  high, 
(in  the  rainy  season)  great  <iuantitic.s  of  sand  di- 
rectly into  the  ehannel." 

The  impression  seems  to  be  that  the  harbor  will 
be  ruined,  unless  tlie  course  of  the  river  is  chang- 
ed, which  i.s  said  to  be  i)racticable. 

The  mean  rise  and  fall  efthe  tide  of  this  pr>rt  is 
six  feet,  spring  tides  nine  feet,  and  neap  tides  3  1-2 
feet.  At  San  Francisco,  as  stated,  the  mean  rise 
and  fall  of  the  tide  is  six  feet,  both  inferior  in  this 
respect  to  the  waters  connected  with  the  straits  of 
De  Fuca.  The  harbor  of  San  Diego  being  in  lat. 
32°  ■l(y  N.  near  the  Mexican  boundary,  is  too  far 
south  to  be  the  terminus  of  any  line  of  railroad 
ft"om  the  east  which  does  not  cross  the  lower  part 
of  the  valley  of  the  Colorado,  and  hence  does  not 
properly  come  under  con-sidcration  from  any  rela- 
tion which  it  has  to  the  proposed  northern  route. 

Humboldt  harbor,  between  San  Francisco  and 
the  mouth  of  the  Columbia,  in  lat  40°  45'  N.  is 
more  capacious  than  San  Diego,  bnt  the  fact  that 
it  is  not  accessible  in  very  heavy  weather,  and  can- 
not be  approached  by  any  important  line  of  rail- 
way connecting  directly  with  the  interior,  is  suffi- 
cient to  exclude  it  from  the  list  of  places  suited 
for  the  main  terminus  of  the  Pacific  Railroad. 

The  point  on  the  eastern  coast  of  Asia,  already 
described,  as  the  most  desirable  to  be  reached  of 
any  single  point,  is  Shanghai  in  China.  It  is  here, 
as  stated  in  a  late  report  of  the  Hon.  E.  C.  Cabell, 
M.  C,  that  "the  tnwle  and  commerce  of  one  half 
of  the  whole  number  or  inhabitants  of  the  Qlobe 
is  concentrated."  This  being  its  character,  its  ac- 
tual distance  from  the  principal  points  on  our  Pa- 
cific coast,  becomes  an  enquiry  of  importance.  By 
computation,  the  length  of  the  arc  of  a  great  cir- 
cle of  the  earth,  connecting  it  with  Sau  Francisco 
is  G,l8o  miles,  and  it  is  distant  from  the  terminus 
of  the  ,)roposed  road  at  the  Straits  of  De  Fuca, 
computed  in  a  similar  manner,  5,716  mdcs,  making 
a  ditlereuce  in  favor  of  the  latter  of  four  himdred 
and  sixty-nine  miles.  ' 

Jeddo,  the  capital  of  Japan,  is  about  one 
thousand  miles  nearer  to  cither  Port  than  Sbang- 
liai.  In  making  the  round  trip  to  Shanghai  or 
Jeddo,  or  to  an\-  Port  in  China  or  Japan,  vessels, 
from  San  Francisco,  must  traverse  nearly  one 
thoiis;ind  miles  farther  than  from  the  straits  of  De 
Fuca ;  an  incrcitse  which  it  is  certainly  very  de- 
sirable to  avoid  in  view  of  the  vast  commerce 
which  will  uitimatily  be  « arried  on  lietween  the 
two  continents. 

While  considering  the  straiti  of  De  Fuca  or  the 
mouth  of  the  Columbia  a.t  points  the  nio.<it  proper 
for  the  main  terminus  of  the  road  on  the  Pacific, 
its  benefits  can  bo  extc'nded  to  other  points  of  im- 
porlanco ;  tu  Humboldt  harbor  for  in^tiiuce  aud  to 
th«  i)Ajr  01'  bau  Fuoclscu,    Ail\)rdiD£  lo  e»eb  of 


these  places  a  means  of  communicating  with  the 
leading  cities  on  the  Atlantic,  and  in  the  Missis- 
sippi and  St.  Lawrence  vallies,  superior  probably, 
as  will  be  shown  hcreafler,  to  auyjother  which  can 
be  devised. 

That  San  Francisco  will  continue  to  be  a  point 
of  very  great  commercial  importance  to  a  large 
extent  of  country  is  not  doubted,  but  it  cannot 
claim  the  preeminence  as  a  great  commercial 
mart  and  although  it  has  thus  far  advanced  ra- 
pidly in  population  it  must  eventually  yield  the 
palm  in  that  respect  to  the  mouth  of  the  Columbia 
or  the  straits  of  De  Fuca.  Its  distance  IVom  the 
latter  point,  in  a  direct  line  is  733  miles  and  by 
water  probably  850  miles.  From  the  mouth  of 
the  Columbia  it  is  distant,  580  miles  direct,  and 
by  water  probably  600  miles.        1- 

The  terminus  at  De  Fuca  of  the  proposed  road, 
not  only  offers  a  shorter  communication  with 
Eastern  Asia  than  any  other  point  on  the  Pacific 
within  our  own  borders,  but  its  position  is  such 
as  to  render  a  direct  comnmnication  with  it  by 
railway  from  the  Atlantic  more  important  than 
with  any  of  the  more  southern  ports  in  California, 
for  the  reason,  that  the  latter  having  a  more 
southern  latitude  are  more  favorably  situated  hi 
respect  to  the  existing  and  proposed  lines  of  com- 
munication between  the  Gulf  of  Mexico  and  Car- 
ribean  Sea  on  one  side  and  the  Pacific  on  the  other. 

Of  these  lines,  two  only  which  traverse  the 
Isthmus  are  in  operation,  one  of  them  crossing  at 
Panama  and  the  other  by  Lake  Nicaragua.  Three 
others  are  projected  which  also  cross  the  Isthmus 
and  may  in  time  be  accomplished.  These  are  the 
Tehuantepec  and  Honduras,  which  are  railway 
routes,  and  the  interoceanic  canal  from  the  Qulf 
of  San  Miguel  on  the  Pacific  to  Caledonia  Bay  on 
the  Atlantic.  This  last  work  is  now  said  to  be 
practicable  by  a  thorough-cut,  thirty-three  miles 
only  in  length,  and  one  hundred  and  eighty  feet 
n  depth  at  the  deepest  point ;  having  no  lockage 
except  what  may  be  required  to  regulate  the  flow 
of  the  water  caused  by  the  difference  in  level  of 
the  two  oceans. 

The  more  southern  Ports  on  our  Pacific  coast, 
will  be  benefited  in  a  higher  degree  by  these  im- 
provements than  those  at  the  north,  thus  giving 
to  the  latter  a  stronger  claim  to  the  location  of  the 
proposed  road  across  the  continent ;  a  claim  which 
is  fortunately  sustained  by  the  superior  character 
of  the  Northern  route  for  a  great  commercial 
thoroughfare.  The  more  favorable  position  of  the 
latter  secures  it  in  a  great  degree  from  the  injuri- 
ous competition  which  a  more  southern  route  must 
necessarily  exijerience.  ■     [ 

If  the  attention  is  directed  to  the  route  to 
China  from  the  straits  of  De  Fuca,  or  fVora  the 
mouth  of  the  Columbia,  it  will  be  seen  that  it 
passes  near  to  the  Aleutan  or  Fox  islands ;  the 
Eurile  islands  and  the  Japan  islands ;  the  whole 
forming  a  chain  extending  nearly  two-thirds  of  the 
entire  distance  to  China  and  affording  eventually 
convenient  places  for  repairs  and  depots  for  fuel 
besides  making,  with  the  countries  adjacent, 
valuable  ctntributions  to  the  trade  of  the  Paci- 
fic. .  , 

The  islands  first  named  constitute  the  southern 
bounds  of  the  sea  of  Kamschatka,  forming  a 
girdle  extending  i|uite  acrosi  the  entrance  to  Behr- 
ings  Btraita  which  open  into  the  Arctic  ioa.  81r 
JoUn  Ricb*i':Uoi4  iit  tfiHMkiiig  of  tho  influOB^t  6f 
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these  islands  upon  the  navigation  of  the  Pacific, 
and  of  the  cUmate  of  western  America,  says,  that 
"  the  course  of  the  ocean  currents  and  interposi- 
tion of  the  peninsula  of  Alaska  and  its  prolonga- 
tion by  the  Aleutan  chain  of  islands  protect  the 
•vrest  coast  of  America  from  the  masses  of  drift 
ice  which  in  the  same  latitudes  encumber  and  chill 
the  Labrador  coast  for  most  of  the  year." 

Wilkes  in  his  "  Western  America  "  speaking  of 
the  navigation  of  the  Pacific  says,  that,  "  looking 
beyond  this  continent  we  find  equal  advantages 
existing  in  the  communication  with  China,  and  the 
eastern  islands,  not  only  by  steam  but  by  sailing 
vessels,  the  winds  being  favorable  both  ways.  The 
passage  to  China  would  be  made  with  the  as- 
sistance of  the  trades  and  the  return  voyage,  by 
the  aid  of  the'variables  in  the  higher  latitudes." 

"No  country  is  so  well  situated  to  communicaie 
with  all  parts  of  the  Pacific  ocean  as  Oregon  (now 
Washington),  and  for  advantages  it  is  equal  to  any, 
whether  considered  under  the  head  of  agriculture, 
commerce  or  manufactures.  It  holds  that  position 
with  regard  to  the  Pacific  and  its  islands,  which 
must  ever  make  it  a  ruler  of  its  commerce,  and 
when  once  a  direct  communication  with  it  has 
been  opened,  from  the  east  side  of  the  continent, 
it  must  receive  the  aid  both  in  capital  and  emigra- 
tion to  rise  quickly  into  importance,  and  its 
weight  to  be  felt  throughout  that  ocean.'' 

The  points  which  are  likely  to  be  most  pro- 
minent as  termini  for  the  proposed  railroad  on  the 
Lakes  are,  the  west  end  of  Lake  Superior,  and 
Green  Bay,  and  the  cities  of  Milwaukie  and  Chi- 
cago on  Lake  Michigan. 

The  place  indicated  as  the  most  suitable  for  a 
terminus  at  the  west  end  of  Lake  Superior,  is  the 
inlet  at  the  junction  of  the  St.  Louis  and  Nowadiji 
Ragouche  rivers.  This  inlet  is  represented  as  of 
ample  size,  is  secure  from  the  winds  and  w  aves  of 
the  Lake,  and  accessible  to  vessels  drawing  10 
feet  water ;  which  exceeds  the  average  draught 
of  lake  vessels.  The  St.  Louis  river,  for  some 
distance  above  the  junction,  affords  excellent  ac- 
commodations for  vessels  of  a  smaller  size. 

Lake  Superior  is  elevated  about  630  feet  above 
the  sea,  its  bed  in  the  deepest  part  is  below  the 
sea  level,  and  its  waters  have  a  mean  temperature 
beneath  the  surface  of  40°  F.  The  navigation 
upon  it  is  good  for  six  to  seven  months  of  the  year, 
and  continues  oflen  into  December. 

The  rich  mines  of  copper  and  iron  on  its 
southern  and  northern  borders  are  bringing  to  its 
shores  a  large  population,  and  when  the  canal  of 
the  Sault  St.  Marie  is  completed,  as  it  soon  will 
be,  the  only  obstruction  to  a  free  communication 
with  the  other  great  lakes  will  be  removed,  and 
the  waters  of  Lake  Superior  will  be  furrowed  by 
vessels  from  ports  many  hundred  miles  distant,  to 
the  junction  of  the  St.  Lawrence  with  the 
Atlantic. 

About  seventy  miles  to  the  east  of  St,  Louis 
harbor  is  a  noble  and  spacious  bay,  the  entrance 
to  which  is  protected  by  Madeline  island,  forming 
what  is  probably  the  best  harbor  on  the  lake,  and 
fiom  its  many  attractioas  must  become  a  placs  of 
some  importance.  The  extension  of  the  proposed 
road  to  this  place,  may  pos.sibly  bo  attended  with 
some  advantage  should  the  ice  at  the  opening  of 
navigation  in  the  spring  remain  for  an  inconvenient 
ItDgtb  of  tirn*  iQ  the  harbor  of  Bt.  Louis  river. 

Tb©  oth9i'  pl,'M.>e»  u.tnied  ar«  oa  lako  Nicbi^aii. 


Of  these.  Green  Bay  aflTords  the  best  natural 
harbor.  Its  importance  as  a  lake  port,  will  soon 
be  greatly  increased  by  the  opening  of  a  navigable 
communication  with  the  waters  of  the  Upper  Mis- 
sissippi. 

This  work  which  consists  mainly  of  an  improve- 
ment of  the  Neenah,  and  Wisconsin  rivers  has 
been  in  progress  for  some  time  under  the  control 
of  the  State.  It  has  now  passed  into  the  hands  of 
a  corporation  and  will  doubtless  soon  be  accom- 
plished, and  if  well  done,  will  be  the  channel 
through  which  must  pass  a  very  large  portion  of 
the  trade  of  Wisconsin,  northern  Illinois,  Iowa  and 
Minnesota.  Upon  this  line  of  communication 
between  LakeWinnebago  and  Green  Bay  or  Depere 
(which  last  is  in  fact  the  head  of  lake  navigation'^ 
is  a  fall  in  the  outlet  of  the  lake  extending 
through  several  miles,  of  160  feet.  This  great 
power,  from  its  position  and  character,  being  sub- 
ject to  but  little  variation  in  consequence  of  the 
number  and  magnitude  of  the  reservoirs  that  sup- 
ply it,  must  in  time  beome  very  valuable,  and 
must  add  greatly  to  the  importance  of  Green  Bay 
as  a  place  of  business.  It  will  eventually  become 
the  second  city  on  Lake  Michigan,  Chicago  being 
the  first. 

Milwaukie  is  now  the  largest  town  in  Wiscon- 
sin. It  is  beautifully  situated  on  the  shore  of  the 
lake  ninety  miles  north  of  Chicago,  but  is  limited 
in  its  harbor  accommodations. 

So  long  as  the  region  of  country  west  of  Lake 
Michigan  was  dependent  solely  upon  the  naviga- 
tion of  the  Lakes  for  its  means  of  access  to  the 
great  markets.  Milwaukie  was  well  situated  for 
business,  being  the  most  convenient  port  for  an  ex- 
tensive and  very  fertile  region  of  country ;  a 
region  embracing  the  valley  of  Rock  river  in 
Wisconsin,  which  is  probably  not  surpassed  in  its 
agricultnral  capabilities  by  any  other  district  of 
equal  extent  in  the  Union. 

The  lines  of  railway  which  are  now  being  con- 
structed throughout  all  parts  of  the  west  will  ne- 
cessarily produce  changes,  to  a  certain  extent,  in 
the  relative  importance  of  towns,  in  that  part 
of  the  country.  The  projected  road  from  Mil- 
waukie to  LaCrosse  and  another  to  Madison 
will  connect  that  city  with  the  Great  Pacific 
line  in  the  best  manner  and  afford  an  outlet  to  the 
Lake,  mutually  advantageous  to  that  city  and 
to  the  road.  Other  towns  of  less  note  on  Lake  Mich- 
igan, viz  :  Sheboygan,  Racine,  and  Kenosha,  have 
already  taken  measures  that  will  secure  to  them  a 
similar  connection. 

Chicago  being  near  the  southern  extremity  of 
Lake  Michigan,  is  a  point  towards  which  the  vari- 
ous lines  of  railway  traversing   the  country  west 
and  north-west  of  the  Great  Lakes,  must  converge, 
and  being  also  at  the  extreme  limit  of  the  unrivall- 
ed navigation  of  the  lakes  is  the  point  of  converg- 
ance  for  many  other  lines  from  the  west  around 
to  the  south,  by  which  the  business  and  the  travel 
of  a  vast  and  verj'  fertile  region  of  country  finds 
its  shortest  and  easiest  connection  with  the  navi- 
gation of  that  lake.    Add  to  this  its  very  central 
position  in  respect  to  the  most   fertile  portions  of 
the  Mississippi  and    St.   Lawrence  basins,  and 
the  generally  favorable  character  of  its  climate,  • 
and  it  is  quite  certain  of  becoming  in  time  the  | 
largest  inland  city  of  the  Union.    A  city  holding,  in 
a  great  measure,  an  Independent  position,  receiv- : 
laj  Iw  Asiatic  produtUoiw  lYom  the  wf«t,tutropl'; 


cal  productions  from  the  south,  the  produce  of  the 
fur  bearing  countries  direct  from  the  north,  and 
the  trade  of  the  Atlantic  from  the  east.  Thirty 
years  hence  the  population  of  the  region  of  coun- 
try immediately  dependent  on  Chicago  as  a  com- 
mercial mart,  will  probably  be  greater  than  that 
which  now  sustains  the  city  of  New  York,  and 
being  without  a  rival  in  its  immediate  vicinity,  it 
is  difficult  to  fix  a  limit  to  what  will  ultioiately  be 
either  its  actual  or  relative  magnitude. 

The  present  harbor  accommodations  of  Chicago 
are  included  in  the  two  branches  of  the  Cbica^ 
river.  One  navigable  four,  and  the  other  three 
miles  from  their  junction,  wbicb  is  half  a  mile 
from  the  lake.  In  view  of  its  future  growth,  an 
outside  harbor  will,  in  time,  be  required,  and  when 
formed,  should  be  on  a  liberal  scale  and  controlled 
by  the  city,  for  the  best  good  of  the  vaiious  inter* 
ests  concerned. 

The  character  of  the  navigation  of  the  great 
akes  and  the  artificial  channels  connected  with 
them,  is  now  so  well  known  as  scarcely  to  require 
any  notice  in  this  place.  The  value  of  property 
transiwrted  upon  them  annually  is  said  now  to  ex- 
ceed hro  hvntlred  millions  of  dollars,  and  is  con- 
stantly and  rapidly  increasing.  In  cheapness  it  is 
not  approached  by  any  other  mode  of  intercom- 
munication. Three  mills  per  ton  per  mile,  from 
New  York  city  to  Chicago,  for  heavy  goods,  or  B&i 
to  S7  per  ton,  is  now  an  ordinary  rate.  This 
mode  of  communication  with  the  Atlantic  is  avail- 
able about  seven  months  in  the  year.  When  the 
Erie  canal  is  enlarged  throughout  its  entire  lengtli , 
as  it  soon  will  be,  and  the  ship  canal,  which  is 
about  to  be  constructed  within  our  own  limits,  be- 
tween Lake  Erie  and  Ontario,  is  accomplished, 
this  rate  will  be  still  further  reduced.  It  will  be 
still  further  reduced,  also,  as  a  conse<juence  of  the 
great  increase  in  the  business  of  the  lakes,  the  im- 
proved character  of  the  vessels,  and  of  the  harbors, 
by  which  the  risk  and  charges  of  insurance  will  be 
lessened. 

The  reduction  in  the  cost  of  transj>ortation  upon 
the  lakes,  and  in  the  tolls  upon  the  Erie  caual, 
which  have  hitherto,  from  time  to  time,  l>een 
made,  has  had  the  eflfect  of  attracting  trade  to  the 
lakes  from  remote  points,  which,  but  for  this  re- 
daction, would  have  sought  some  other  route  to 
the  seaboard,  and  probably  some  other  mart  than 
New  York.  The  future  reductions  which  will  be 
made,  for  the  reasoiis  stated  above,  will  have  the 
effect  of  wdcning  the  circle  to  such  a  degree  that 
by  far  the  largest  portion  of  the  Mi:>sisaipp<  valley 
will  be  tributary  to  the  lakea,  and  its  productions, 
instead  of  seeking  a  southern  market  along  the 
descending  navigation  of  the  Mississippi,  will  flow 
northwardly  to  the  lakes  and  thence  to  the  great 
emporium  on  the  Hudson.  The  inflnence  of  cli- 
mate and  other  causes  will  doubtless  aid  material- 
ly in  producing  this  result. 

The  port  upon  the  lakes  which  will  receive  a 
larger  portion  of  this  trade  than  any  other  is  Chi- 
cago. This  place  is  not  only  favored  with  a  cheap 
navigation  to  the  seaboard,  but  it  has  a  very  di- 
rect railroad  communication  with  the  loading 
cities  in  that  direction,  on  which  the  co^t  of  :  rans- 
portation  by  that  mode  of  couveyaticc  will  be  low 
in  proportion  as  the  amount  of  busitiess  will  proba- 
bly be  greater  than  upon  any  other  lines  of  equal 
extent  proceeding  from  the  iateijor  to  tho,  sv.v 
board, 


•^72 


AMERICAN    RAILROAD    JOURNAL. 


The  proposed  northern  route  for  a  railroad  to 
the  Pacific,  is  not  only  peculiarly  favored  in 
respect  to  its  termini  on  the  lakes  and  on  the  Pa- 
cific, and  in  its  position  in  respect  to  the  Asiatic 
trade,  but  it  is  also  greatly  favored  in  its  connect- 
ions with  the  navigable  waters  of  the  Mississijjpi 
Jind  Columbia,  and  also  of  tlie  Red  river  of  the 
north. 

At  St.  Pauls,   fho  capital  of  Minnesota,  a  short 
distance  below  the  Falls  of  St.  Anthony,  it  connects 
with  the  Mi-ssissippi,  from  whence  a  coraniiinica- 
tion  already  exists  with  all  parts  of  that  riVer  and 
of  its   tributaries  accessible  by  steamboats.     At 
the  Falls  of  the  Missouri,  distant  not  more  than 
700  miles  from  the  Pacific,  a  connection   can  be 
r  made  with  the  navigable  waters  of  the  Missouri, 
/and  other  connections  may  be  made  with   it  at 
convenient  points  throughout  the  entire   distance 
r  of  500  miles  from  the  Falls  to  the  Mandan  villages 
These  connections  will  bo  of  great  importance  to 
5  the  population  of  the  Mis  ouri  valley  and  its  trib- 
*  titaries,  for  the  Missouri  river, notwithstanding  the 
i  rapidity  of  its  current  caused  by  the  giiat  hiclina- 
tion  of  its  channo',  compared  with  the  Mississippi 
I  and  Ohio,  the  limited  duration  of  the  i>eifiodical 
I  rise  of  its  waters  and  the  peculiar  character  of  its 
j  banks,  is  still  susceptible  of  v(>ry  consider.ible  im- 
provement for  the  purpo.ses  of  navigation,  ;^nd  will 
always  possess  very  great  value  ah  a  chaiinel   of 
intercommunication.       I'lie     quaiititj'    of    water 
flowing  in  it,  is  not  likely  to  be  materially  lessened 
I  by  the  same  cause  which  has  afil-ctcd  many  east- 
ern rivers,  namely,  the   removal   of  tlie    forest*, 
thus  increasing  the  evaporation  and  rendering  the 
contributions  from   their  various   tributaries   less 
etjuable,  and  pro<lucing  an  irregularity  in  the  How 
unfavorable  to  navigation. 

Although  this  irregularity  is  not  so  great  on  the 
Missouri  as  on  many  other  rivers,  the  Ohio  for  in- 
stance, yet  how  to  remedy  it,  is  a  problem  <>f  more 
difflcult  solution,  probably,  than  upon  thai  river  : 
for  it  llie  flow  wi;re  rendered  u'.arlj'  uniforni  by  a 
i  resort  to  reservoirs,  jet  owing  to  the  great |dccliv- 
ity  of  its  channel,  and  character  of  its  bed  and 
banks,  it  would,  doubtless,  hti  exceedingly  ditlicult 
lo  give  to  the  river  a  regime  that  would  be  i>erma- 
nent.  Its  direction  and  depth,  even  then,i  wonld 
be  constantly  changing  and  the  attempts  to  cor- 
rect this  tendency  would  be  altendi.d  with  very 
'considerable  expense,  a:iil  yet,  as  stated  jabove, 
there  is  no  doubt  of  its  being  so  far  improved,  and 
at  a  reasonable  cost,  as  to  attbrd  much  greater  fa 
cilities  as  a  navigable  channel  than  it  now  possess- 
es. I 

West  of  the  mountains,  the  Clarks  river  and  the 
Columbia  are,  to  a  certain  degree,  navigal)lc  so  as 
to  b«  of  much  advantage,  in  tbisre  siniet,  to 
the  portion  of  the  country  in  v\hich  they  arc  situ- 
ated, and  like  tlie  other  rivers  named  will  be  a 
rahiable  auxiliary  to  the  projiosed  railroad.  At 
the  points  of  connection  with  these  navigable  wa 
ters,  places  of  busine.ss  will  spring  up  and  grow 
irto  towns  of  large  si/.e.  In  this  list  Si.  Pauls,  or 
at.  Anthony,  on  the  Mis.'^l'-.sippi,  w  ill  hold  vefy  cou- 
rpicuous  place.  | 

The  intersection  uf  the  lino  with  ihe  Rod  river 
of  the  north  will  bo  anotlier  injiiit  of  iniporiaiice, 
as  this  river  is  navigable  from  the  place  of  in- 
ttTsection  to  within  a  short  distaneeof  lake  Winni- 
peg. Others  will  spring  tip  where  the  line  mc>  ts  the 


Stone  and  at  the  Great  Falls,  also  at  the  forks  on 
Cljirks  river,  at  Fort  Colville  and  at  Okanagan. 

The  Falls  of  the  Missouri  will  become  a  plae©  of 
much  resort  for  tho.se  who  are  in  search  of  the 
grand  and  beautiful  in  nature.  Tlie  size  of  the 
Missouri  at  that  place  combined  with  its  great 
descent  of  nearly  400  feet,  distributed  in  a  succes- 
sion of  rapids,  cascades,  and  Falls  through  a  dis 
tance  of  15  to  20  miles,  must,  in  connection  with 
the  momitain  scenery,  present  many  enchanting 
views,  while  above,  a  few  miles  from  the  Falls,  is 
the  GaJe  of  the  Mountains  where  the  river,  reduc- 
ed in  width,  is  fenced  in  for  a  distance 
of  six  miles  by  perpendicular  walls  of  rock  1,000 
to  1,200  feet  in  height.  Between  them  the  river 
(lows  quiet  and  deep,  forming  a  scene  of  solemn 
grandeur  in  striking  contrast  with  that  presented 
by  the  Falls  and  Cascades  below. 

That  the  Falls  of  the  Missouri  will  surpass  in 
their  attractions  those  of  Niagara,  when  access  is 
afforded  to  them  by  railroad,  will  not  be  asserted. 
The  twoiliffer  in  character,  each  being  great  in  itj> 
own  way,  but  the  foimer,  itis  not  doubted,  will 
like  the  latter  be  ranked  am(»ng  the  wonders  of 
the  world. 

The  country  about  Ihe.sc  Falls,  frotu  the  uumber 
of  bufialo,  elk,  and  other  animals  that  arc  sustain- 
ed there,  must  have  a  value  as  an  agrieultural  ro 
gion  which  will  enable  it  to  support  a  population 
snfticient  iu  number  to  coniributo  lo  the  mainte- 
nance of  a  town  of  some  magnitude. 

The  hydraidic  power  of  the  river  which  is  here  so 
conveniently  arranged  for  use.  in  connection  with 
the  navigable  character  of  the  river,  both  above 
and  below  the  Falls  for  a  long  distance,  must  con- 
tribute greatly  to  the  early  settlement  of  the  place 
and  to  the  future  improvement  of  all  this  portion 
of  the  valley  of  the  Missouri. 

To  be  continued. 


South  Side  Kailrond  of  VIrginln. 

At  a  recent  meeting  of  the  stockhclders  of  this 
road  detailed  reports  were  presented  by  the  chief 
engineer,  treasurer,  and  subordinate  engineers, 
showing  I  he  condition  of  the  road,  its  expenses 
and  receipts  during  the  year  ending  Oct.  1st,  1853. 
The  receipts  were  over  Ji'-26,000  more  than  the  ex- 
IK-nditurea. 

A  resolution  was  |>a.s.sed  authoriz'ng  the  pre- 
siilenl  to  borrow  fc"300,(K)0,  to  complete  the  road. 

Mr  Wni.  Pannill  was  re-elected  by  a  unanimous 
vote,  president  of  the  company,  and  Peter  B.Wills 
and  Samuel  V.  Watkins  were  elected  directors  on 
the  part  of  the  stockholders. 

Population  of  Clevrland. 

The  Cleveland  Herald  contains  a  statement  re- 
lative to  the  )>opulation  of  that  city,  which  makes 
the  iK>pulatiu!i  of  Cleveland  proper  31,211,  and  of 
Ohio  city 'J,992,  making  a  tot^il  of  41,206.  This 
census  shows  an  increase  of  the  i)o  ulation  since 
1850.  of  14,1.^0. 


Missouri,  at   or   near  the  mouth    of  the    ydlow  J- f"o"'"'">  "'G-td-iden, 


i'euitacol*  Hu«l  CicurgiN  Uallroad. 

.\l  a  ni»'eting  of  the  .stockholders  of  this  road 
held  on  the  0th  ot'  Noveiubcr  at  Tallahassee,  the 
following  hoard  of  directors  was  eleottil. 

Geii.  Win.  Baihy,  Hon.  K.  C.  Cahell,  of  Jtfler- 
so:i  ;  J.  (.'.  McGilict;,  of  Mii<lison;  R.  A.  Shine, 
D.  F.  Whitnor,  Ricliard  llayward,  Dr.  Edward 
Bradford,  Edward  Hoiiitoun,  of  Lcoa,  aud  Arthur 


Mileage  of  Euglneit--Keiv    York    and    Nevr 
Ha-ren  Railroad. 

The  New  York  and  New  Haven  Railroad  Com- 
pany operate  61  miles  of  road  with  an  equip- 
ment of  22  locomotives.  The  performance  of 
these  engines,  in  miles  run,  has  been  given  us  by 
Mr.  J.  B.  Simonds,  tlie  superintendent  of  motive 
power,  and  exceeds,  we  believe,  that  of  many 
other  roads,  doing  a  lighter  business  over  a  more 
level  track.  The  passenger  business  of  the  New 
York  and  New  Haven  road  is  very  heavy,  while 
the  i)hysical  features  of  the  line  are  quite  as  diffi- 
cult as  are  admitted  on  first  class  passenger  roads. 
The  line  is  of  a  general  undulating  character,  the 
extreme  grades  being  of  60  feet  per  mile  ;  and  the 
curves  are  also  numerous  and  of  short  radii.  The 
engines  are  all  fVom  one  establishment,  that  of 
Rogers,  Ketchum  &  Grosvenor's,  and  arc  all  of 
about  the  same  pattern.  Every  engine,  without 
an  exception,  is  outside  connected.  The  condi- 
tion of  the  engines  is  creditable  to  the  road  and 
especially  to  those  immediately  entrusted  with 
thi'ir  maintenance  and  repairs.  AVe  have  a  sur- 
vey in  progress,  which  we  shall  soon  publish,  giv- 
ing a  very  interesting  sUitement  of  the  dimensions 
and  details  of  these  engines ;  such  an  one  as  rail- 
road companies  and  others  will  find  a  useful  illus- 
tration of  a  first  class  equipment. 
Xo.  of  Engine.  " 

Miles  run  | 
in  1861.   ' 

No.  1 28,481 ' 

"    2 15,948 

"    3 15,910 

"    4 19,644 

"    5 17,918 

"    6 22,789 

7 14,943 

8 18,464 

"    9 28,968 

"  10 17,036 

"  11 17,234 

"  12 31,124 

"  13 32,205 

"14 27,555 

"16 36,321 

"16 36,554 

"  17 28,364 

"19 25,976 

"  20 31.161 

Farmington 10,611 

Cheshire 17,372 

Bristol 32,138 

No.  21 12734 

"    22 13,488 


<■ 


Miles  run 

►liles  run  J 

first  mo. 

in  1862.  ] 

in  1853. 

25,528 

18,853 

25,082 

18,867 

26,776 

22,147 

22,510 

25,030 

20,204 

9.646 

26,406 

9,954 

24,052 

7oH 

26.442 

16,991 

28,457 

14,521 

11,623 

20,220 

30,904 

23.301 

25,157 

19,505 

29,232 

26,964 

30,391 

22,064 

26,161 

15,390 

33,039 

19,961 

30,366 

2^3,727 

34,360 

20,037 

36,091 

24,359 

21,299 

24,634 

8,085 
21,781 

31,140 

416,801 
These  performances  are  extremely  large,  the 
mileage  for  the  first  nine  months  of  the  present 
year  being  of  the  average  rate  of  25,200  miles  per 
engine  per  year.  Of  the  engines  in  use  the  pres- 
ent year,  Nos.  21  and  22  have  been  but  a  short 
time  in  use,  the  former  having  been  placed  on  the 
road  on  May  2od,  and  the  latter  June  3d.  Engine 
No.  12,  showing  a  iK'rformance  in  1862  of  26,157 
miles,  was  in  use  during  that  year  but  nine  months 
and  eight  days.  The  performance  of  the  same 
engine,  of  10,605  miles  up  to  Sept.  30th,  of  the 
present  year,  was  made  after  .\pril  12,  previous  to 
which  time  the  engine  was  un«ler  repair.  The 
largest  monthly  performance  during  the  present 
year  is  that  of  No.  17,  which,  in  May  last,  ran  3,- 
897  miles,  equal  to  150  miles  per  day  for  26  days. 
Two  other  performances  of  other  engines  have 
been  as  high,  each,  as  3,822  miles  iu  a  single 
month.  ....       .       1  .•  Z.  C. 
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The  Cast  Iron  8Up  Tlr«. 

We  learn  that  this  improvement  continues  to 
give  entire  satisfaction  on  those  lines  which  have 
had  it  in  use  since  its  first  application.  And  other 
roads,  which  have  had  equipments  of  engines  pro- 
vided tliroughout  with  wrought  tires,  are  now  or- 
dering chilled  tires  in  considerable  quantities.  The 
economy  of  the  tire  and  its  perfect  reliability  un- 
der all  circumstances  are  the  merits  through  which 
it  has  gained  its  position.  Its  cost  per  pound,  ex- 
clusive of  whatever  may  be  paid  for  the  right  lo 
use  it,  is  hui  one  thini  lo  onefovrlk  that  of  the 
wrought  tire,  while  the  expense  of  lis  application, 
including  detention  of  engine,  etc..  is  so  small  as 
hardly  to  bear  comparison.  As  to  its  safety,  it 
never  breaks,  unless  involved  in  some  general  ac- 
cident to  the  engine,  while  its  adhesion  is  such 
that  those  who  have  it  most  in  use  can  discover 
no  difference  in  the  train  it  is  able  to  draw.  The 
Baltimore  and  Ohio  presents  an  instance  of  a  first 
class  road  having  the  largest  equipment  of  engines 
of  any  road  in  America,  greater  even  than  that  of 
the  New  York  and  Erie  road,  and  operating  the 
most  difficult  transportation  of  any  hi  the  country; 
while  the  whole  equipment  of  this  line  is  provided 
with  the  improved  tires,  or  with  whole  chilled 
wheels.  In  this  equipment  we  find  a  large  major- 
ity to  consist  of  the  heaviest  engines  in  use,  hav- 
ing boilers  and  cylinders  of  extreme  capacity. — 
Boilers  having  twelve  hundred  square  feet  of  heat- 
ing surface,  and  cylindei-s  of  nineteen  and  twenty 
inches  diameter  are  the  standards  for  the  heavy 
stock  and  burden  engines.  All  of  the  heavy  ex- 
press passenger  engines  are  included  in  the  list  of 
engines  uh'wh chilled  lues. 

These  tires  were  generally  adopted  on  this  line 
ten  years  ago,  and  the  officers  of  the  road,  includ- 
ing the  chief  engineer,  general  superintendent  and 
the  master  of  machinery,  have  often  expressed 
themselves  in  the  strongest  terms  in  favor  of  the 
impro\*ement.  The  late  superintendent  of  the 
road,  Wra.  Parker,  Esq.,  has  within  the  past  month 
informed  us  that  the  road  still  continues  to  use 
the  chilled  tire,  "in  preference  and  over  all  oth- 
ers." 

The  present  master  of  machhicry,  Mr.  S.  J. 
Hayes,  says,  "we  are  still  using  the  chilled  cast 
iron  tires  under  our  passenger  engines.  We  have 
had  no  difficulty  by  any  of  them  breaking,  and 
deem  them  perfectly  reliable."  The  whole  of  the 
passenger  business  between  Baltimore  and  Wash- 
ington is  also  performed  by  these  tires.  The  Phil- 
adelphia, Wilmington  and  Baltimore  road  has  used 
these  tires  of  as  large  diameter  as  six  feet, on  heavy 
trains  and  without  failure. 

The  Little  Miami  railroad,  in  Ohio,  made  ar- 
rangements several  years  ago  for  the  application 
of  the  chilled  tires,  and  since  that  time  have  had 
thera  in  successful  use.  The  engine  "Ohio,"  era- 
ployed  on  the  extreme  heavy  grades  between  Ful- 
ton and  Cincinnati,  has  run  three  years  upon  a 
set  of  three  and  a  half  feet  Bush  &.  Lobdell  tires. 
The  appearance  of  the  tires  is  still  good  and  shows 
but  a  slight  wear.  No  flat  spots,  common  with 
some  kinds  of  wrought  tires,  can  be  seen  upon 
their  surfaces. 

The  saperiateDdent  of  the  Little  Miami,  and 
Columbus  and  Xenia  roads,  Wm.  H.  Clement, 
Esq.,  says  "we  have  in  use  three  seta  of  patent 
slip  chilled  tire  on  freight  engines  with  three  pairs 
of  three  and  a  half  feet  connected  driving  wheels. 
One  set  has  been  in  use  about  three  years  and  is 


yet  in  a  serviceable  condition.  I  consider  the  tire 
much  more  durable  and  of  conse(iuence  more  eco- 
nomical than  the  wrought  tire  for  freight  engines, 
(we  have  not  yet  used  them  on  passenger  engines) 
and  we  have  found  iu  practice  that  as  large  a 
train  can  be  hauled  »n  with  any  other  tire." 

John  burand,  Esq.,  superintendent  of  the  Cleve- 
land and  Piiisburgh  road,  who  has  two  sets  of  tires 
and  two  sets  of  whole  chilled  drivers  in  use,  says 
in  reference  to  tlie  chilled  fire  as  applied  to  one 
of  his  gravel  engines,  "for  this  p>irticular  service  1 
like  the  chilled  lire  well,  because  the  engine  isne 
cessarily  run  backward  about  as  much  as  forward 
and  the  flan.ges  are  not  affected  as  are  those  of  the 
wrought  iron  tire.  Hence  durability  is  decidedly 
in  favor  of  the  chilled  tire  for  this  service." 

Upon  all  of  the  other  roads  where  the  chilled 
tires  have  been  tested,  the  officers  have  invariably 
expressed  themselves  (verbally  where  not  other- 
wise) in  favor  of  them.  The  Cleveland,  Columbus 
and  Cincinnati,  Ohio  and  Pennsylvania,  Cincinna- 
ti, Hamilton  and  Dayton,  Mad  River  and  L.  Erie, 
and  others  among  western  roads,  have  used  these 
tires  long  and  successfully. 

The  Galena  and  Chicago,  Cleveland  and  Toledo, 
Central  Ohio,  Bufi'alo  and  State  Line  and  other 
roads  are  now  supplying  themselves  witli  tires  of 
this  khid  from  the  foundry  of  Busli  and  Lobdell, 
at  Wilmington,  Delaware.  .    >  . 


.Sii«peiiittoa  or  Engine  Sprimgai. 

Bv  ZkRAH    COLBLItN. 

The  absorption  of  shocks  by  the  driving  springs 
of  locomotives  may,  by  a  proper  connection  of  the 
springs,  be  distributed  through  the  Mholc  elastic 
system  intervening  between  all  the  driving  wheels 
and  the  engine  frame.  In  English  engines,  each 
pair  of  wheels  has  its  springs,  independent  of  the 
others,  but  in  our  own  engines  a  distribution  of 
shocks  is  generally  made,  by  equalizing  levers  or 
springs,  between  the  wheels  on  the  same  side  of 
the  engine.  The  points  of  connection  between  the 
springs  and  the  framing  are  brought,  sometimes, 
between  the  drivers,  and  at  others  are  made  both 
at  the  latter  point  and  at  the  outer  ends  of  the 
springs.  The  connection,  independent  of  the  elas- 
tic influence  of  the  springs  themsi  Ives,  is  generally 
rigid,  but  in  some  cases  an  intermediate  spring  is 
employed  in  place  of  the  rigid  ct^ualizing  lever, 
while  the  outer  ends  of  the  springs  are  connected 
to  the  frame  with  interA'cning  discs  of  India  rub- 
ber. The  clastic  connec^tion  of  rubber  cushions 
and  equalizing  springs,  has  been  tested  on  many 
roads,  and  has  been  generally  regarded  as  an  im- 
provement in  the  working  of  the  engine. . 

The  springs,  in  the  ordinary  mode  of  suspension, 
aie  so  placed  as  to  occupy  much  room  between 
the  furnace  and  the  driving  wheels,  and  it  may  be 
said  that  with  the  square  fire  box  they  occupy  an 
amount  of  space  which  would  atlbrd  one-sixth 
more  than  the  present  amount  of  grate  area.  It  is 
true  that  the  fVame,  as  usually  made,  occupies  as 
much  room  as  the  springs,  but  the  frame  can  be 
made  thin  and  placed  edgeways,  and  at  the  same 
time  possess  greater  stiffness  than  the  present 
form.  This  edge  frame  is  becoming  introduced 
by  most  engine  builders,  but  the  driving  springs 
present  an  obstacle  in  the  way  of  obtaining  the  ad- 
ditional width  of  grate  which  the  disposition  of 
the  frame  invites.    The  forward  drivers  are  gene- 


rally so  far  removed  from  the  furnace  that  their 
si)rings  are  not  iu  the  way.  but  the  back  driving 
springs  must,  if  connected  by  thee<|ualizing  levers 
extend  past  the  hin«l  cvl^e  of  the  furnace  and  He 
between  it«  sides  and  the  driving  wheels.  In  the 
Er.gii.sh  engines,  having  independent  springs  over 
each  pair  of  wheels,  the  forward  springs  being  out 
of  the  way  of  the  furnace,  the  back  wheels  are 
eased  by  a  transverse  spring  passing  from  one  axl» 
box  to  the  other.  In  some  recent  English  engines 
with  coupled  drivers,  the  springs  are  placed  be- 
neath the  axle  boxes  and  are  coimected  thereto  by 
links ;  the  ends  of  the  springs  have  their  fulcr.i 
itgainst  the  under  side  of  the  frame  and  are  con- 
nected together  in  the  American  manner.  This 
{►Ian  has  been  adopted  in  some  engines  in  our  own 
country.  It  effects,  of  course,  the  same  distribu- 
tion of  shocks  as  with  the  overhung  spring,  trans- 
ferring that  portion  of  the  shock,  not  immediately 
absorbed  by  the  one  spring,  to  the  next  spring  on- 
ly and  to  the  frame.  For  the  end  of  availing  of 
the  edge  frame  and  the  wide  irrate,  a  single  spring, 
for  the  two  drivers  of  one  side  of  the  engine,  ha* 
been  secured  on  the  crown  sheet  of  the  furnace. 
This  causes  a  strain,  in  the  same  <lirection,  and  ia 
addition,  to  that  from  the  steam  pressure  within 
the  boiler,  of  about  ten  tons.  This,  too,  is  the 
constant  weight,  exclusive  of  the  eflbcts  of  jolts 
ai  i  concussions. 

With  the  outside  cormcction,  an  ;idditional  ad- 
V  .-iutage  may  be  obtained  in  such  disposition  of 
tlie  springs  as  will  take  them  away  from  over  the 
boxes :;<s  with  the  ordinary  suspension  of  the 
springs  they  form  a  limit  to  the  reduction  of  the 
height  of  the  boiler,  where  the  latter  is  of  lai^ 
diameter.  In  Rogers'  outside  connectiorts,  having 
boilers  of  over  four  feet  in  diameter  outside  of  tha 
lagging,  the  under  side  of  the  boiler  can  come  no 
nearer  than  eight  inches  from  the  driving  axle 
without  bringing  the  wooden  lagging  in  contact 
with  the  springs. 

It  may  be  said,  therefore,  that  the  present  mode 
of  spring  suspension  has  at  least  three  objoctiona- 
blc  features ;  first,  iu  limiting  the  area  of  graU* 
with  a  given  length  of  furnace,  to  one-seventh 
less  than  the  extent  attainable  with  a  different  ar- 
rangement of  springs  and  frame.  Second,  in  lim- 
iting, by  six  inches,  the  reduction  of  the  height 
of  the  under  side  of  the  boiler.  Third  in  eflecting 
a  distribution  of  the  shocks  between  but  two  dri- 
vers instead  of  all  four.  The  last  objection  is  of 
sufficient  importance  to  justify  an  effort  for  ar- 
ranging the  springs  with  reference  to  «  complete 
distribution. 

An  arrangementwhich  I  have  proposed  for  this 
purpose,  as  well  as  for  avoiding  airthTT^bjiaions 
enumerated  against  the  usual  mode  of  suspension 
consists  of  two  transverse  springs,  one  beneath 
each  axle,  connected  each,  by  straps  at  their  cen- 
ters to  a  carrying  beam  lying  just  beneath  tb» 
spring,  and  having  the  ends  of  the  beams  connect, 
ed  with  equalizing  lever*,  having  fulcra  on  t\m 
lower  edge  of  the  furnace  side.  The  connecticn 
of  the  springs  and  carrying  beams  to  be  made  ty 
broad  straps,  so  that  the  weight  may  always  keep 
the  carriers  level  With  such  a  mode  of  suspen- 
sion, two  springs  would  be  used  in  the  place  of 
four;  they  would  be  longer  and  easier  than  th« 
present  springs,  while  there  would  be  but  two 
points  of  connection  between  the  springs  and  boil- 
er, instead  of  the  present  number  of  six. 
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To  Corrc*pou<ieiita« 

The  favors  of  several  of  our  correapondents, 
containiDg  information  or  inquiries  of  general  in- 
terest in  matters  of  mechanical  engineering,  have 
lor  some  time  claimed  ou'*  acknowledgement,  and 
we  propose  to  devote  to  them  a  few  words  in  this 
place  in  the  room  of  more  formal  and  personal  re- 

pUff. 

J.  J.  F.,  Boston. — We  learn  with  satisfaction 
that  our  articles  reflecting  on  the  character  of  the 
motive  power  of  New  England  roads  are  beginning 
to  be  appreciated  in  your  section.  A  little  of  the 
spirit  of  competition  will  introduce  many  im- 
provements in  the  railway  machinery  of  tbe  Mas- 
sachusetts railroads. 

H.  R.,  Philad.— An  upright  engine  of  about  20 
horses'  power  will  suflSce  for  operating  the  machi- 
nery for  the  engine  repairs  of  such  a  road.  It  is 
cheaper  to  purchase  on  the  spot  than  to  ship  from 
here  west. 

B.  8.  T.,  Pittsburgh.— We  are  obliged  to  you  for 
the  information  relative  to  the  performance  of  the 
engine  named.  Such  notes  often  prove  valuable 
to  us  in  discussions  of  the  resistances  overcome 
by  locomotives. 

T.  8.  St.  Louis. — We  do  not  claim  the  adhesion 
of  the  chilled  tiro  to  l>e  fully  equal  to  that  of  the 
■wrought  tire,  but  with  the  adhesive  weight  of  the 
engine  of  which  you  speak  you  will  find 
it  to  equal  the  $team  power  of  the  engine. — 
There  is  too  much  weight  to  cause  any  fear  of 
slipping  the  wheels. 

J.  McC. — Baltimore. — Purchase  Clark's  Railway 
Machinery  ;  George  Taylor,  Agent,  117  Fulton  St., 
Hew  York.  | 

B.  B .  Ne  w  York .  — We  are  not  aware  that  Mr.  Mil- 
holland  has  ever  made  any  practical  statement  of 
the  economy  attending  the  use  of  bis  form  of  boil- 
er. Oar  opinion  is  tliat  the  draught  is  impaired  by 
breaking  tbe  circulation  midway  of  tbe  tubes. 

Z.  C. 

A.  H.,  New  York.  We  have  had  the  same  in- 
quiry often  made  to  us. 

The  draughtsmen  and  designers  of  the  principal 
Locomotive  shops  in  the  country  are  as  follows  : 
Portland  Locomotive  Works,  Portland,  Me.  F.  W. 

Cummings. 
Amoskeag  Locomotive  Works,  Manchester,  N.  H. 

J.  M.  Stone. 

Low»rll  Machine  Shop,  Lowell,  Mass.    Qates. 

Essex  Co.  Lawrence,  Mass.    Chas.  Hastings. 
Boston  Locomotive  Works,  Boston,  Mass.     J.  F. 

Hinkley.  | 

Seth  Wilmarth,  Boston,  Mass.     Sam'l  Hay. 
lAunton  Locomotive  Company,    Tauqton,  Mass. 

P.  J.  Perriu.  | 

Wm.  Mason  &  Co.,  Taunton,  Mass.  C.  F.  Thomas. 
Rogers,  Ketchum  &  Grosvenor,  Paterson,  N.  J. 

Hypolite  Uhry. 
New  Jei-sey  Locomotive  and  Machine  Co. ,  Pates- 
son,  Thos.  W.  Bayes. 
Richard  Norris  &  Son,  Phila.,  Penn.  Richd.  Otley. 
Smith  &  Perkins,  Alexaudri.i,  Va.    OJ  H.  Bailey. 
Trcdegan  Works,  Richmond,  Va.     J.  Swiney. 
Niltfs  &  Co.,  Cincinnati,  Ohio.     N.  0.  Thom. 
A.  L.  Greer  &,  Co.,  Covington,  Ky,    D.  H.  Feger. 
Cuyahogf  Works,  Cleveland,  Ohio.    ——  Rogers. 
h/h.  Scoville  &  Son,  Chicago,  111.    Wm.  H.  Sco- 

Tille. 

Tbe  master  mechanics  of  the  principal  railroads, 
to  fiftT  as  we  have  their  addresses,  are  as  below. 


I  Boston  Sl  Lowell,   G.  B.  King,    East  Cambridge, 
'     Mass. 

i  Boston  &  Providence,  G.  S.  Griggs, Roxbury,  Mass. 

Boston  6l  Maine,  N.  G.  Paul,  Boston,  Mass. 

Boston  &  Worcester,  A.  8.  Adams,  Boston,  Mass. 

Fitchburg,  Oliver  Ayres,  Boston,  Mass. 

Old  Colony, Bullock,  Boston,, Mass. 

Eastern,  H.  W.  Farley,  East  Boston,  Mass. 

Western,  Wilson  Eddy,  Springfleld,  Mass. 

Prov.  &  Worcester,  J.  H.  Winslow,  Providence,  R.I. 

N.  Y.  &  New  Haven,  G.  B.  Simonds,  New  Haven, 
Conn. 

N.York  and  Erie,  Harvey  Rico,  Piermont,  N.  Y. 

Jas.  B.  Gregg,  Susquehanna,  Pa. 

Penna.  Cent  R.  R. ,  Altoona,  Pa. 

Wm.  Stamp,  Pittsburgh,  Pa. 

Baltimore  &  Ohio,  S.  J.  Hayes,  Baltimore,  Md. 

Cleveland  &  Columbus,  Wm.F.Smith.Cleveland.O. 

Cleveland  &Pittsburgh,  Jacob  Hovey,  Cleveland,  0. 

Ohio  &  Penna.,  O.  W.  Glass,  Pittsburgh,  Pa. 

Little  Miami,  C.  F.  Ham,  Cincinnati,  0. 

C.  Hamilton  &  Dayton,  Daniel  McLaren,  Cincin- 
nati, 0. 

Cleveland  &  Toledo,  J.  A.  Jackman,  Norwalk,  0. 

Michigan  Central,  S.  J.  Newhall,  Detroit. 

Mich  Southern,  Saml.  Cummings,  Adrian,  Mich. 

New  Albany  and  Salem,  Cephas  Manning,  Mich. 
City,  la. 

Chicago  &.  Galena,  John  Ebbert,  Chicago,  111. 

111.  Central,  M.  W.  Mason,  Chicago,  111. 

Had  we  a  full  list  for  all  the  roads  in  the  coun- 
try we  should  be  happy  to  publish  it.        Z.  C. 

Useful  MTelgbt  of  Locomotl'res. 

When  it  is  considered  that  the  power  of  the  lo- 
comotive is  made  up  of  two  distinct  elements,  a 
steam  power  and  an  adhesive  power ;  a  relative 
power  and  a  progressive  power;  in  other  words 
traction  and  adhesion,  it  would  be  supi)Osed  that 
the  consideration  of  both  of  these  elements  would 
be  included  in  the  designs  of  the  engineer.  The 
first  element  is  that,  however,  for  which  provision 
is  especially  made,  the  necessary  strength  and 
weight  of  parts  being  allowed  according  to  the  re- 
quired capacity  of  these  parts  for  generating  or 
communicating  pressures.  This  weight  is  almost 
always  such  that  its  contact  with  the  rails  produ* 
ces  adhesion  sufficient  to  render  the  steam  power 
available  under  ordinary  circumstances.  Indeed, 
in  the  usual  circumstances  of  working,  the  adhe- 
sion derived  from  the  whole  weight  of  the  machine- 
ry is  in  excess,  and  a  considerable  portion  of  it  is 
consequently  placed  upon  trucks  to  relieve  the 
rails  from  concentration  of  weight. 

The  English  passenger  engines  have  a  general 
allowance  of  about  one  half  of  their  whole  weight 
for  adhesion.  This  may  be  given  as  the  general 
proposition  without  reference  to  mstanccs  where  a 
greater  or  less  allowance  is  carried  upon  the  dri- 
ving wheels.  In  America  the  passenger  eiigiric 
generally  has  two-thirds  of  its  whole  weight  fof 
adhesion.  These  proportions  are  so  well  estab- 
lished, especially  the  latter  one  in  our  own  coun- 
try, that  it  may  be  said  that  at  least  one-third  of 
the  weight  of  a  passengerengine  is  "  dead  weight" 
so  far  as  its  adhesive  efficiency  is  concerned. 
With  freight  engines,  having  smaller  wheels,  and 
working  at  a  greater  pressure  in  the  cylinder, 
more  usefhl  weight  is  probably  necessary,  and  yet 
a  large  number  of  the  moat  successful  freight  en- 
l^nes,  working  on  heavy  grades  and  up  to  their 
fbll  capaeity,  have  but  from  two-thirds  to  three- 


fourths  of  their  weight  for  adhesion.  The  heavi- 
est engines  employed  upon  the  extreme  grades  of 
the  Baltimore  and  Ohio  road  weigh  30  tons,  of 
which  7^2  tons,  or  25  per  cent,  is  truck  weight. 
The  most  powerful  engines  of  the  Philadelphia 
and  Reading  road  weigh  2G  to  28  tons,  of  which 
the  same  proportion  of  one- fourth  is  truck  weight. 
A  very  large  proportion  of  the  heaviest  freight 
engines  of  the  New  York  and  Erie  road  have  as 
much  as  one-third  of  their  whole  weight  upon  the 
trucks ;  and  about  the  same  proportion  of  truck 
weight  prevails  among  the  freight  engines  of  the 
Western  Railroad  of  Massachusetts,  the  Northern 
Railroad  of  New  York,  and  many  other  roads  do- 
ing a  very  heavy  freight  business.  So  far  then  as 
we  regard  the  ordinary  working  of  locomotive  en- 
gines, we  arc  bafo  in  a.ssuming  that  the  necessary 
strength  and  capacity  of  the  parts  for  any  requir- 
ed traction,  involves  by  their  own  weight,  not  only 
the  necessary  adhesion,  hni  a  considerable  surplus 
besides.  And  in  the  range  of  successful  engines, 
both  for  passengers  and  freight,  we  find  this  sur- 
plus to  be  from  one-fourth  to  one-half  of  the  en- 
tire weight,  and  so  much  is  therefore  dead  weight 
so  far  as  its  adhesive  efficiency  is  concerned.     • 

We  do  not  deny  that  there  are  extreme  cases, 
arising  from  great  cylinder  capacity,  working  un- 
der full  pressure,  and  in  cases  of  bad  or  slippery 
rails,  where  the  entire  weight  of  the  engine  may 
be  insufficient,  but  such  cases  are  rare  and  do  not 
occur  in  the  demands  of  ordinary  transportation. 
The  usual  case  presents  the  limits  of  "dead 
weight"  above  indicated. 

Wc  are  then  to  inquire  what  disposition  is  made 
of  this  surplus.  The  truck,  which  serves  the 
double  purpose  of  relieving  the  driving  wheels  and 
rails  from  concentration  of  weight  and  of  guiding 
and  steadying  the  engine,  is  gciturally  loaded  with 
all  th.at  M  required  beyond  the  wants  of  the  adhe- 
sion. The  position  of  the  truck  relative  to  the 
drivers  of  coursejdetermines  the  proportion  carried, 
and  their  position  may  be  so  varied  that  engines, 
having  tbe  same  number  of  truck  and  driving 
wheels,  may  have  the  same  adhesion,  although 
their  whole  weight  is  widely  diflFerent.  By  clus- 
tering the  drivers  near  the  hind  end  of  the  engine 
and  placing  tbe  truck  far  back  the  adhesive 
weight  is  reduced ;  by  extending  the  driving  wheel 
base  and  placing  the  truck  far  forward  the  adhe- 
sion is  increased. 

We  should  then  consider  the  influence  of  weight 
upon  the  wear  both  of  the  machinery  and  the 
rails.  The  weight  of  the  whole  engine,  with  the 
exception  only  of  the  wheels,  axles  and  boxes,  and 
a  part  of  the  connecting  and  eccentric  rods,  being 
suspended  on  springs,  the  tension  to  which  the 
latter  are  subject  is  of  course  increased  with  an 
increase  of  their  load,  and  the  irregular  force  of 
their  vibration  is  aggravated.  The  friction  of  the 
great  number  of  parts  of  the  engine,  being  the 
source  of  the  wear  and  tear  of  the  machinery,  is 
increased  of  course  by  an  increase  of  weight,  and 
construction,  working  and  management  being 
equal,  is  probably  increased  nearly  in  exact  pro- 
portion to  such  increase.  Tbe  tires  and  trucks 
however  receive  the  most  direct  and  severe  wear, 
while  their  repairs  and  renewals  are  among  tbe 
most  expensive  items  of  maintenance. 

Upon  the  road  the  wear  is  hastened  in  a  pro- 
portion greater  than  the  direct  increase  of  weifht, 
as  when  this  reaches  the  economical  resistance  of 
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the  rail,  eilhur  against  crushing  or  deflection,  the 
wear  is  ve-y  rapidly  increased.  The  greater  vio- 
lence of  the  vibration  upon  the  springs  is  an  ob- 
vious aggravation  of  the  cflfocts  of  increased 
weight. 

It  is  easy  to  sec,  after  having  considered  the 
source,  disposition  and  influence  of  dead  weight, 
that  it  is  to  be  avoided  so  far  as  is  consistent  with 
a  proper  capacity  and  strength  of  the  machinery. 
This  is  to  be  done  by  employing  materials  in  such 
a  manner  as  to  be  most  avaihible  in  resisting 
strain,  and  of  such  character  as  to  possess  the 
strongest  cohesion. 

As  to  the  disposition  of  materials,  we  may  say 
that  the  inside  connection  involves  dead  weight  bj 
reason  of  the  weight  of  the  crank  and  extra  weight 
of  parts  connected  immediately  with  it.  A  boiler 
must  have  much  dead  weight,  to  possess  the  prop- 
er strength,  where  both  ends  are  confined  to  the 
frame,  or  where  the  springs  are  suspended,  or  the 
draw  bar  is  attached  to  its  shell.  A  flat  frame 
must  be  heavier,  to  possess  equal  strength,  than 
the  thin  edge  frame,  braced  laterally.  An  inde- 
pendent cut  oif  and  a  half  stroke  pump  involve 
dead  weight,  as  compared  with  the  link  motion 
and  the  full  stroke  pumps,  of  equal  or  superior  ef- 
ficiency.    Simplicity  reduces  dead  weight. 

In  the  character  of  the  materials  used  in  loco- 
motives there  is  often  much  room  for  a  redaction 
of  dead  weight.  Cast  iron,  in  many  instances,  is 
preferred  for  its  economy,  and  is  often  made  to 
compensate  in  weight  what  it  lacks  of  cohesion. 
Even  in  wrought  iron  the  strength  is  not  always 
regarded  where  its  cost  is  considered,  and,  in  con- 
sequence, sufficient  strength  is  had  only  by  tlie  al- 
lowance of  increased  weight.  The  use  of  cast  iron, 
in  place  of  wrought  iron  for  driving  wheels,  pedes- 
tals, foot  boards  and  draw  irons,  cross  heads,  pis- 
tons, dome  covers,  steam  pipes,  rockers,  etc.,  in- 
volves both  risk  of  failure,  and  excess  of  useful 
weight.  Boiler  iron  of  inferior  quality,  and  of  on- 
ly one-sixteenth  inch  increased  thickness,  as  the 
necessary  compensation  for  equal  strength  would 
involve  about  half  a  ton  of  weight  in  a  boiler  of 
ordinary  dimensions.  The  diflerence  of  a  ton,  how- 
ever, is  often  made  in  the  weight  of  boilers  of  equal 
size  and  strength,  by  reason  of  the  difference  in 
the  materials  of  their  construction.  Lowmoor, 
Bowling,  or  best  cold  blast  charcoal  Pennsylvania 
iron,  of  one-fourth  inch  thickness  is  now  much 
used  in  preference  to  inferior  English  and  Americ- 
an iron  of  three-eighth  inch  thickness. 

Many  of  the  inside  connected  engines  built  in 
New  England  afford  useful  illustrations  of  exces- 
sive weight.  Their  cranks,  of  7  inches  diameter, 
have  about  six  hundred  pounds  more  weight,  than 
a  straight  axle  of  equal  strength.  Their  jaws,  of 
cast  iron,  weighing  two  hundred  and  fifty  pounds 
each,  are  four  hundred  pounds  in  excess  ;  their 
foot  boards  weighing  650  lbs.  are  400  lbs.  in  ex- 
cess ~,  cast  iron  steam  pipes,  dome  covers,  pistons, 
etc.,  say  five  hundred  pounds  extra ;  their  separ- 
ate cut  off  often  six  hundred  pounds  in  excess; 
short  stroke  pump  two  hundred  pounds ;  outer 
frame  and  railing  seven  hundred  lbs.;  and  an  ex- 
cess of  about  fifteen  hundred  pounds,  extra  weight 
in  boiler,  from  the  extra  thickness  of  plates  owing 
generally  to  the  ordinary  character  of  the  iron. 
These  items  alone  embrace  four  thousand  nine 
hundred  pounds,  or  nearly  two  and  a  half  tons, 
of  weight,  almost  utterly  useless  for  strength,  ca- 


pacity  or  adhesion.     This   does  not  include   the  j 
driving  wheels,  the  weight  of  which  could  be  re-  i 
duced  nearly  or  quite  one  ton  if  wrought  iron  wa;< 
used. 

These  considerations  are  of  much  importance 
in  the  adaptation  of  first  class  passenger  engines, 
already  as  heavyfas  are  suited  to  our  roads,  and 
yet  hardly  adeijuate  in  many  cases  for  the  task 
imposed.  The  .addition  of  from  two  to  throe  and 
a  half  tons  of  uscfid  weight,  in  place  of  cuml)er- 
some  an*angoraent.s  of  no  utility,  and  this  too, 
without  materially  incrca.sing  the  wear,  is  an  im- 
portant addition  to  the  capacity  and  economy  ol 
our  motive  power. 


"Wllminfttou  autl  Alanciiester  Raliroacl. 

We  are  indebted  to  an  attcmivo  correspondent 
for  the  following  (kscription  of  the  operation  ot 
sinking  iron  piles,  by  the  pticumalic  process,  now 
employed  by  the  above  company,  for  the  bridge 
over  the  Great  Pedee  river.  This  river  is  the 
great  obstiicle  to  be  surmounted  in  th«  construc- 
tion of  the  road,  as  it  flows  over  a  bed  of  loose, 
shifting  sand,  and  is  subject  to  great  and  sudden 
floods.  The  construction  of  i>lers  by  the  ordinarj' 
process  of  coffer  dams,  wa.s  a  matter  of  great  diffi- 
culty, especially  as  the  unhealthiness  of  the  local- 
ity allowed  of  operations  only  during  the  wiiUcr 
months,  which  is  the  rainy  season.  For  these 
reasons  Mr.  Fleming,  the  company's  engineer,  de- 
termined to  adopt  what  is  called  the  pneumatic 
process  for  sinking  cast  iron  tubes,  which  are  to 
be  tilled  with  concrete  and  firmly  braced  together. 
We  are  glad  to  hear  that  he  has  now  nearly  com- 
pleted his  task.  We  shall  expect  soon  to  see  the 
cars  ruiming  over  the  whole  line  of  a  road  which 
is  to  unite  the  Northern  and  Southern  systems  of 
railway.  There  is  no  road  in  the  United  States, 
in  the  early  completion  of  which  the  public  are 
more  interested,  or  which  has  a  better  prospect  of 
a  lucrative  business. 

Below  will  be  found  the  communication  alluded 
to. 

For  the  Railroad  Joanial. 
SINKING    PILES    BY    PNEUMATIC    PROCESS. 

Mr.  Editor :  Having  been  much  interested  in  a 
recent  visit  to  the  site  of  the  Railroad  Bridge, 
now  being  constructed  on  the  Wilmington  and 
Manchester  Railroad,  across  the  Peedee  river  in 
Marion  District,  South  Carolina,  I  send  you  a  short 
account  of  it,  as  it  may  be  interesting  to  some 
of  your  readers. 

The  difficulties  encountered  in  building  a  per- 
manent bridge  across  large  streams  in  the  south- 
ern country  are  very  great.  Frequently  there  is 
no  suitable  building  stone  convenient ;  the  founda- 
tions are  bad,  and  in  many  instances,  the  bed  of 
the  river  is  a  shifting  sand  or  gravel,  intermixed 
with  logs  and  driftwood.  Even  if  the  foundations 
were  good,  and  stone  convenient,  the  expense  and 
risk  of  constructing  cofier  dams,  (from  the  great 
and  sudden  freshets  the  rivers  are  subject  to,)  ren- 
der the  construction  of  stone  piers  extemely  di- 
fficult and  hazardous.  Hence,  most  of  our  bridges 
are  built  upon  wooden  piles  ;  a  very  unsubstantial 
and  objectionable  mode. 

The  managers  of  this  road,  with  an  enter- 
prise and  perseverance  deserving  of  success,  and 
which  they  have  shown  in  all  they  have  underta- 
ken, were  induced  to  adopt  the  plan  of  sinking 
cast  iron  cylinders  for  the  piers  of  the  bridge, 
usiog  ttmospherie  pressure  by  a  process  known  as 


Dr.  Potts  patent.  The  cylinders  used  are  six  feet 
in  the  outer  diameter  and  two  inches  thickness  of 
shell,  cast  in  sections  of  nine  feet  in  length,  with 
an  inner  flan£c  by  which  they  .ire  bolted  together, 
with  mxv.tljle  air  tight  top!:.  Each  section  weighs 
about  Gj^  tons,  ami  was  cast  at  the  1%'eU  Pt/it.l 
Fuvudry,  N.  Y. 

A  small  steam  engine  of  eight  horse  power  was 
used  for  working  the  pumps.  The  process  of  cre- 
ating a  v.'icuum  in  the  cylinder,  and  sinking  it  by 
atmospheric  pressure,  was  found  to  l>e  ineflectual 
after  the  cylinder  was  sunk  so  as  to  have  about 
five  feot  of  sand  within  it;  hence  aiose  the  neces- 
sity of  resorting  to  other  means,  and  the  following 
was  adopted ; 

By  an  India  rubber  tube  leading  from  the  air 
pumi>s  attached  to  the  engino,  air  is  forced  into 
the  cylinders  until  a  pressure  of  15  lbs.  to  the 
square  inch  is  obtained  within.  The  effect  of  this 
is  to  expel  all  the  water,  not  only  from  the  interior 
of  the  cylinders,  but  from  the  sand  several  feet 
below  its  surface.  By  means  of  an  air  lock,  (des- 
cribed below,)  the  workmen  then  descend  into  the 
cylinder  and  e.xeavAte  the  sand,  logs,  etc.,  re- 
moving them  by  means  of  bags  through  the  air 
lock  and  wasting  them  into  the  river.  After  ex- 
cavating within  a  foot  or  two  of  the  lower  edge 
of  the  cylinder,  or  until  the  air  begins  to  escape 
below,  several  cocks  are  opened  at  the  same  mo- 
ment, and  the  condensed  air  within  the  cylinder 
being  allowed  to  escape  rapidly,  the  cylinder  sinks 
gradually  by  its  own  weight. 

An  air  lock,  is  a  contrivance,  by  means  of  which 
communication  is  established  between  the  open 
air  and  the  interior  of  the  cylinder,  without  per- 
mitting the  surplus  air  to  escape.  It  is  made  as  fol- 
lows: 

Through  the  cap  of  the  cylinder  pile,  a  east 
iron  semi-cylinder,  six  feet  long  and  four  feet  iu 
diameter,  is  inserted ;  two  feet  being  above,  and 
four  feet  below,  the  plate  head  or  cap.  In  the 
top  of  the  lock  is  a  vuin,  hole  with  a  valve  door 
opening  downwards.  In  the  plane  side  of  the  lock 
near  the  bottom  is  another  man  hole,  with  a  valve 
door  opening  into  the  cylinder.  It  is  used  as  fol- 
lows :  The  workmen,  tools,  and  bags  are  first  pass- 
ed through  the  man  hole  into  the  air  lock  cham- 
ber, and  the  valve  door  closed.  The  cock  into  the 
pile  cylinder  is  then  opened,  the  dense  air  rushea 
into  the  air  lock  chamber,  closes  the  outer  valre 
door  firmly,  and  causes  the  door  into  the  cylinder 
to  open.  The  workmen  then  descend  by  ladder 
to  the  bottom  of  the  cylinder  and  shovel  the  pUe 
sand  into  bags,  which,  when  full,  ar«  passed  into 
the  air  lock  chamber.  The  door  thereto  being 
shut,  the  signal  is  given  to  the  man  on  the  out> 
side,  who  opens  the  cock  from  the  air  lock  to  the 
oiien  air,  permits  the  dense  air  to  escape,  and  the 
upper  valve  door  falbi  open.  The  bags  are  then 
taken  out,  emptied,  and  returned,  ai>  at  first  de- 
scribed. The  pumps  are  kept  constantly  at  wcM-k 
to  supply  fresh  air ;  the  surplus  air  escaping  by  a 
siphon  tube.  The  workmen  remain  several  boors 
within  the  cylinder,  working  in  the  dense  atmos- 
phere without  inconvenience  .Although  the  sensa- 
tions on  first  going  in  and  coming  out,  are  un- 
pleasant, they  soon  become  accustomed  to  it. 

The  work  is  under  the  charge  of  Mr.  L.  J.  Flem- 
ing, the  accomphshed  and  enterprising  engineer  of 
company,  assisted  by  Mr.  Alexander  Uolmatrom, 
fh>m  the   West  Point  Foundry.    Great  praise  '\^ 
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due  to  ali  concerned  for  the  perseverance  and  boc- 
cess  in  this  novel  undertaking.  Five  cylinders 
baye  been  sunk,  seven  being  the  whole  number 
required.  T.  P.  H. 

Anierieaii    Kuilroud  JoiU'iial. 


SaturUayt  I>«ccinb«r  3,  I853< 

■■  *  UJI        MM  .    I      I       t 


Share  «uU  Money  Market. 

There  has  been  a  heavy  stock  market  the  past 
week.  The  leading  fancies  have  receded  some 
two  or  three  per  cent.  Money  is  comparatively 
easy  on  call,  though  :here  is  little  disposition  to 
taku  hold  of  new  enterprises,  or  to  purchase  the 
securities  of  works  iu  progress.  The  improvement 
noticed  in  our  last  doos  not  appear  to  be  so  per- 
manent as  was  Loped.  The  commercial  commu- 
nity, however,  are  gradually  getting  into  an  easy 
coudliion.  The  wants  of  our  raihroad  companies 
continue  to  press  the  market,  but  their  dividends 
must  soon  begin  to  be  less,  from  the  completion 
of  some  lines,  and  the  curtailment  of  work  upon 
others.  At  the  present  high  rates  for  money  very 
little  new  work  will  be  commenced. 

The  bank  statement  fur  Nov.  26  shows  an  in- 
crease of  loans  for  the  first  time  since  Aug.  6tb. 
The  comparative  statement  is  as  follows  : 

Nov.  19.  Nov.  26. 

Loans $83,717i662        $84,802,536 

Specie 13,691,324  13,34:^,196 

Circulation 9,161,443  9,732,769 

deposits 67,446,424  58,672,076 

The  following  is  a  statement  of  the  deposits  and 
coinage  at  the  Philadelphia  Mint  for  the  month  of 
November : 

•lOLD. 

Pieces. 

Double  Eagles 20,912 

Eagles 

Half  Eagles 

Qr.    Eagles 63,612 

Gold  Eagles 365,238 


Value. 
$41^,248 


159,030 
856,238 


439,762        S932,508 
In  bars 827,979 


Total $1,760,487 

SILVER. 

Half  dollars 160,000  $80,000 

Quar.  dollars 1,362,000  333,000 

Dimes 2,960,020  296,000 

Half  dimes 3,120,000  126,000 


ToUl 7,682,000        $870,000 

COPPER. 

Cento 268.844        $2,688  44 

BULLION    DEPOSITED. 

Gold  bullion  deposited $3,650,000 

Silver  bullion  depositor 2$0,000 

Repairs  of  Kalla.  ! 

An  attentive  correspondent  in  Boston  informs 
us  that  the  Cheshire  railroad  company  in  New 
Hampshire  have,  for  several  months  past,  made  a 
practice  of  miinding  the  ends  of  their  rails  with 
Swedes  iron.  A  rail,  after  having  become  crushed 
and  deflected  at  the  ends  from  long  use,  is  taken 
up,  the  battered  portions  cut  ofl",  and  a  new  por- 
tion welded  on,  which,  from  being  of  harder  ma- 
terial than  the  rest,  preserves  the  rail  for  a  long 
time.  We  understand  that  several  miles  of  track 
have  been  so  repaired  and  that  other  companies 
have  adopted  the  plan,  from  which  they  anticipate 
a  considerable  saving  iu  the  quantity  of  iroQ  used 
for  renewals. 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  eccry  Wtdrusday — on  a  par  valuation  of 


$100. 


NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence. . .  Maine. 
Androscoggin  and  Kennebec. . 

Kennebec  and  Portland " 

Port.,  Saco  and  Per ismouth..  " 

York  and  Cumberland " 

Boston ,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taimton. . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester. . .  " 

Canal Coim. 

Hartford  and  New  Haven " 

HouHatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  SUte  Line " 

Canandalgua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsbnrg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutl."ind  and  Washington " 

Saratoga  and  Washington. . . .  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Es.sez " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Philwl.,  Wilinin|;tw  wd  9Alt.  " 
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160 
66 
72 
61 
20 
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82 
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16 
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26 
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120 
117 
47 
61 
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83 
63 
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28 
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42 
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46 
12 
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166 
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40 
46 
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110 
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1,688,100' 

809.878; 

962,621 

1,365,000 

285,747; 

1,649,278; 

1,486,000 

2,078,626 

3,016,634' 

717,643 

600,000 
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2,978,700 
l,016,600i 
29., 80  : 
123,884, 
341,100, 
622,200; 
none. 
720,900i 


6,150;J78 
2,064,468 
2,611,067 
1,469,384 
713.606 
2,540,217 
1,486,000 
8,002,094 
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none. 


1,097,600: 
2,486,000 
8,600,000| 
1,600,000 
892,0001 


651,214 

1,400,000 

673,600 

650,0001  1,745,616 

2,429,100i  6,577,467 

3,600,00012,000,000 

I  1,500,000 

700,000 


1,830,0001 
4,076,974 
3,160,390 
4,600,000 

421,296 
1,691,100 
2,860,000 
1,060,000 
3,640,000{ 

600,0001 

547,016! 
1,064,070; 

250,000: 
2,140,636! 
1,134,000| 
5,160,000 

i,45V,56bj 

922,500; 

2,350,000 


1,996,249 
4,092,927 
3,646,214 
4,845,967 


658,861 

8,000,000 

926,000 

760,500 

2,i2i,iiq 

900.000 


160,000 
390,000| 
426,000; 

171,800;  633,906 
193,600;  1,801,946 
600,000  3,120,391 
none.  :  1,050,000 
112,306!  3,623,073 
none.  !  520,475 
819,7431  1,246,927 
282,300j  2,293,534 
none.  I  807,136 

1,001,6001  3,203,333 
171,210i  1,321,946 

6,319,5201  9,953,759 

467,700 

300,000  1,731,498 
500,000;  1,400,000 
800,000;  3,150,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


264,743 
140,661 
168,114 
208,669 
23,946 
150,638 
306,806 
287,768 
328,782 


132,646 


495,397 


113,520 

80,063 

100,662 

"  11,266 
79,669 

141,836 
56,266; 

163,076, 


61,613 


none;  80 
none;  80 
none;  41 
6  I  99i 
none  24 
none  I  36 
8  104i 
6   48 
6  ;  47i 
6)^1  88 
8  1109 


Leased to 
Recently 


none  •  •  •  • 
none!  21 
none  I  37 
266,689none;  26 

I....  121 

the  Vt.  C  ent.  ]100 
opened. 


800,000 
1,641,000 
440,000| 
660,000| 
701,600 
1,650,000 


388,108 
659,001 
469,666 
768,819 

60,743 
229,004 
488,793 
229,446 
674,674 
164,230 

67,261 
322,213 
137,406 
218,679 
162,109 
1,339,873 
240,672 
263,690 


639,529 
329,041 
69,629 
114,410 
806,713 


jnonei 

none! 

lyil  92i 

7  I103I 

6  I  87* 

7  ilOH 
2>^  46 
6  I  66 
l}i^   91i 

8  '106  J 
6   96J 

none,  ow 
none  I  90} 

O     •  •  >  • 

none  I  131 
4»^;  69i 
&%,  97* 
...i  66 
6  .... 
4  66 
294,26910  ill84 
168,902  none|.... 


130,881 

338,215: 

227,434| 

331,2%; 

30,066| 

72,028; 

241,017; 

99,689i 

282,787j 

43,9601 

23,416 

101,610 

24,399 

18,648 

66,900| 

683,194| 

110,892 

139,514 


;none: 


879,636 


425,6091 

687,000i 

9,612,995 

8,740,615 

4,725,250! 

1,876,148, 

22,858,600 

1,579,969 

360,000' 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000; 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 

6,666,382 

8,860,0001 


872,000}  1,921,270 

!In  progres 

682,400,   987,627 

400,000  1,070,786 

24,003,865  31,301,806 


1 ,380,610  Recently  jopened 
2,696,488  267,6611  116,966! 
2,650,600  Recently  ;opened 

In  progres } jnone 

Recently , opened.  


428,173!  7  102 

•••••••      o         •••• 

none!  62 

43^1  66 

none   86 


76,760|  39,860|none 
74,241  23,496|none 
3,637,706,1,691,62 


7,046,89510,527,664  1,063,669  338,783 
977,463  6,102,9351  681,4451  324,494 
616,246    2,446,391 

2,111,824,24,974,423 

2,969,760  6,133,834 


66 
130 


68 


201,6001 
131,000 
26,000! 
400,000! 
940,0001 
lOO.OOOi 
700,0001 
650,000; 

*  "l28,66b 
476,000 

1,600,000 
18,000 

*  718,2271 


607,80.', 
349,776 
774,496 
1,260,000 
1,832,945 
329,577 
1,043,867 
1,693,711 
4,327,4«° 
1,220,326 
3,246,720 
2,379,880! 
1,266,143 
760,000 
1,702,628 


7  77* 

none'  681 

6  I  64* 

206,068!  44,070none!  30* 
....|115t 

none;  28 

4     I  70 

D0D6  •  •  •  • 


480,1371    195,847! 
90,616|      43,609 
Recently  lopened. 

218,078      96,737] 
Recently  opened,   j 

173,646     135,017 
Recently  opened. 
Recently  [opened. 

226,1621    116,7061 
l,S88,385j 

149,941; 

603,942' 

260,899 

118,617 


10,427,80017,141,987 
2,408,276]  6,818^ 


Recently 

266,827 

2,480,626 


478,413i 

79,262] 

816,259 

124,740 

76,890 

opened 

106,820 

1,261,987 

888,501 


none 

none 

8 
10 

4 
10 

3K 
6 

"%' 
7 
6 


30 
33 

•  •  •  • 

94 
146 

•  •  •  • 

131 


126 

'791 
7$ 
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Railway  Share  List, 

Compiled  from  the  latest  returns— corrected  every  Wednesday — on  apar  valuation  <>/'S100. 


NAME  OF  COMPANY. 


a 

V 


s 


c« 

p. 

-a 


Pennsylvania  Central Perm. 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Ya. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 
Rich.,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee ......     " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia.. Tenn. 
Nashville  and  Chattanooga.  . .     " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexiington " 

Cleveland  and  Pittsburgh Ohio, 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

HiUsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...     " 
Toledo,  Norwalk  and  Clevel'd    " 

Xcnia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine    " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis ...     " 
Madison  and  Indianapolis ....     " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago HI. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern Mich. 

Michigan  Central " 

PMific Ho. 


260 

80 

47 

381 

38 

67 

65 

27 

64 

73 

22 

76 

62 

il07 

i  60 

i  32 

161 

110 

1140 

1242 


191 
I211 
1101 

i  71 

60 

65 

93 

I  33 

I  88 

!  60 

i  80 

125 

38 

29 

65 


100 
1  96 
136 
i  46 
!  61 
I  60 


40 
20 
36 
31 
87 
84 

167* 
67 


187 


87 
64 
31 


131 
83 
90 
62 
88 
40 
72 


136 


92 
816 
282 

I  88 


9,768,156 


9,188,300 
1,660,000 


.a 
a 
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O  P 

en  ^ 

O  * 
H 


£  « 
o 


u 


be  c3 

.£"3 


o 

rs 

a 

c 


o 

JS 

o 
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6,000,000 13,600,000il,943,827    617,625j ....  I  95 


9,827,123 


769,000 
1,372,324 

685,000 
1,000,000 
1,.357,778 
1,400,100 
3,000,000 

180,000 
1,338,878 


19,642,307 
1,650,000 


1,004,281 
3,858,840 


8,100,000 
4,000,000 
1,214,283 


586,887 


776,259 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

367,218 


1,239,460 


8,027,000 


2,100,000 


310,000 


2,370,784 

900,000 

2,387,200 


1,760,700 


173,867 
200,000 

'  563,666 
040,000 
446,036 

1,600,000 
120,000 

1,134,698 


In  prog. 

In  prog. 
1,163,928 

In  prog.  ! 
1,100,000 
1,581,238 
2,10G,4C7 

In  prog. 

In  prog. 

416,532 
2,965,674 


1,325,563  615,384  7 
348,622  216,237  8 
413,673    162,536... 


il02| 

I  66i 


800,000 
3,000,000 


306,187 

1,214 

168,000 


160,000 
400,666 


227,698   72,370,  7 
i I 

122,861'   74,113  none 
254,376  113,266  7 

62,762 .... 

176,486;     74,902  none 
, j none 

89,7761 il2 

610,038;    163,898   6 


In  prog. 

7,002,396'1,000,717,    609,711;  7 
In  prog.      ' .... 

8,378,1321    945,608;    608,626    8 
i    934,424!    466,468   7}4 

1,596,2831   296,584:    153,697    9 

In  prog.  : .... 

748,526  129,395!   71,585  8 

In  prog.  I ! 

In  prog.  I j j . . . . 

In  prog.  I ! j.... 

1,830,960:  178,542   76,079  8 


70 

40 

100 


61 
98 


125 
115 
169' 


541,000 

850,000 
900,000 


1,371,000 


408,200 


600,000 


660,000 


1,000,000 
1,767,000 


2,450,000 


652,000 
1,092,137 


1,660,000 


632,387 


2,400,000 


1,932;861 
2,800,000 
4,000,000 
1,000,000J 


800,000 
119,600 


760,000 


663,100 


4,000,000 


600,000 
2,629,000 
4,067,396 

DOM. 


In  prog,  j I 

In  prog,  j ! . . 

In  prog.  I ; . , 

684,902!  87,421'  44,250.. 


G2i 
80 


In  prog.  I I ... 

2,963,766  194,429|  123,306  6 


3,655,000;  777,793;  488,46412 
2,000,000 : 


2,659,6531   321,793    200,967 

In  prog.     ; ' I 

925,000  Recently  opened.  I 
In  prog.  I ! j 


In  prog. 
2,684,157  626,746  814,670 

1,865,000 i 

4,110,148  640,618^  113,401 

In  prog.  ; I 


10 


93 


124 

80 


102i 
72i 
80 


60 


113 


In  prog. 


Recently  opened. 


96 
90 
87 


1,317,140  Recently  opened. 
1,267,714|    237,606    135,863 
Inprog.      j 


15 


(I 


Recently  |  opened. 


Inprog.     j I 

Recently  opened.   • 

2,400,000    516,414'    268,075 

In  prog ' 

1,858,019    106,944;      71,446 


10 
4 


116 


80 

115 

166 

05 

82 

78 

66 

108 


4,600,000 


Inprog.  473,648!  286,162 
6,480,246  692,187!  293,046 
8,614,193! I 

In  progres  BeooDtlyi  opened,  i 


136 
llOO 
I12O 
!l09 


Baltimore  and  8n»4aeliaDnaU  Uallroad. 

The  twenty-sixth  annual  report  of  this  compa- 
ny has  been  published,  presenting  aa  exhibit  of 
their  operations  for  the  year  ending  September 
30th,  1853. 

The  tabular  statements  accompanying  the  re- 
port show  the  gross  receipts  of  the  company,  for 
the  past  fiscal  year,  as  heretofore  made  up,  to 
have  been  $466,262  22  against  S383.178  66  for 
the  previous  year,  and  there  has  been  consequent- 
ly a  gross  gain  of  370,083  67.  Of  the  gross  re- 
ceipts $385,381  83  were  earned  between  Balti- 
more and  York;  537,981  81,  between  York  and 
Columbia;  $23,712  27  were  received  from  the 
York  and  Cumberland  Railroad  Company,  and 
S9,186  81  from  the  Hanover  Branch.  The  two 
latter  items  constitute,  or  are  intended  to  cousti- 
tute,  an  indemnity  to  this  company,  for  the  use  of 
its  machinery  and  stock  ui>on  those  roads,  and 
should,  perhaps,  properly  be  deducted  from  the 
working  expenses  of  the  road,  rather  than  be 
made  to  appeal  as  a  part  of  the  revenue. 

The  expenses  for  the  year  of  working  the  road, 
and  the  other  roads,  for  which  stock  and  ma- 
chinery are  furnished,  are  stated  at  S294,661  61, 
against  S-61 ,137  68  for  the  previous  year.  The 
locomotives  ran  17,000  miles  les.s  last  year  than 
during  the  previous  year,  although  the  receipts  are 
increa.sed  $73,083  08. 

The  financial  statement  which  accompaniett  the 
report  shows  the  receipts  from  capital  stock  to  be 
3450,000;  loan  from  the  State  of  Maryland  Sl,- 
884,046  29;  ditto  back  interest  funded  SI, 030,- 
980  76 ;  from  city  of  Baltimore  S850,000. 

The  cost  of  the  road  and  equipments  is  $3,305.- 
150  89 :  amount  i)aid  for  interest  and  discoiuits 
$1,668,844  42. 


ConBceticmt* 

At  the  annual  meeting  of  the  New  London,  W. 
and  Palmer  R.-iilread  Company,  held  at  New  Lon- 
don 23d  November,  the  following  director*  were 
chosen ; 

Gordon  L.  For3,  Andrew  M.  Frink,  Acors  Barns 
Henry  P.    Haven,    Francis   Allyu,  Lyman  AUyn, 
Thomas  Fitch,  2d.,  X.  Shaw  Perkins,  Jr.,  Joseph 
Smith,  Edward  Crane,  and  Daniel  T.  Willets. 
orncERs. 

Gordon  L.  Ford,  President. 

Thomas  Fitch,  2d.  Vice  President. 

John  Dickinson,  Treas.  and  Clerk. 

Charles  W.  Butler,  Secretary. 

James    River    and   Kauanrha    Canal. 

The  Board  of  Public  Works  have  appointed  the 
following  gentlemen  as  Directors  on  the  part  of 
the  State,  in  the  .Tames  River  and  Kanawha  Com- 
pany: Messrs.  John  M.  Speed,  of  Lynchburg, 
Walter  D.  Leake,  of  Goochland,  and  James  Lyons, 
of  Richmond. 


Illlnola. 

IVaiash.  VaUey  Railroad.— A.  vote  recently  ta- 
ken upon  the  subscription  by  the  city  of  Bloom- 
iugton  of  $100,000  to  the  above  road,  wa.«t  carried 
in  favor  of  such  subscnplion. 


Fort  "Wmynt,  and   Cbicago    Railroad. 

The  Chicago  Tribnne  understands  that  tbe  di- 
rectors of  the  Fort  Wayne  and  Chicago  Railroad 
have  entered  into  a  compact  with  the  Northern 
Indiana,  (Michigan  Southern  )  directors  by  which 
the  two  roads  wiU  unite  at  La  Porte. 
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Wliat  Is  tbe  I<egitim«t«  Ofllc«  of  Nevrapaper 
Criticism  7 

}  According  to  the  commonly  received  notion,  the 
offics,  and  proper  scope  of  a  new8p^>er,  of  the 
character  of  the  Journal,  is  to  state /ac/j  .• — to  give 
a  history  of  what  is  taking  place  from  week  to 
week,  and  to  present  /•£r5wZ/5,  rather  than  to  attempt 
to  influence  public  opinion,  or  to  control  events, 
by  discussing  the  propriety  and  impropriety  of 
proposed  measures.  The  chief  duty  of  an  editor 
is  undoubtedly  confined  within  the  limits  des- 
cribed, for  facts  are  the  only  safe  ground  for  the 
formation  of  correct  opinions.  But  in  a  countiy 
like  the  United  States  where  we  have  not  the  aid 
of  history  as  a  guide  in  similar  circumstances,  but 
where  the  propriety  of  a  particular  act  is  itself  a 
matter  o{  conjecture,  rather  than  of  opinion  founded 
upon  competent  evidence,  it  may  well  become  a 
question  whether  the  soundness  of  such  coDjeo^ 
tares,  should  not  be  made  a  topic  of  newspaper 
criticism,  and  their  fallacy,  if  such  be  the  case, 
exposed. 

Take  for  instance  a  railroad  project.  The  par- 
ties immediately  concerned  becoming  warmed  up 
as  they  proceed,  and  looking  at  the  subject  through 
the  medium  of  a  strong  self  interest,  may  enter- 
tain very  wild  and  extravagant  ideas  as  to  its  ex- 
pedience and  soundness  as  a  commercial  specu- 
lation. Those  who  represent  the  former  in  the  fi- 
nancial circles,  catch  their  sentiments  and  become 
as  extravagant  and  as  unreiisonable  as  their  prin- 
cipals. AU  are  convinced  of  the  soundness  of  their 
riews,  and  the  goodness  of  their  project.  There  is 
not  the  least  intention  of  misleading  or  over-stat- 
ing the  case.  Still  it  is  easy  to  sec  that  snch  par- 
ties may  be  wide  of  the  mark, — that  they  are  de- 
ceived without  the  least  design  to  deceive  others. 
The  error  is  one  ot  judgment.  Under  such  bias 
the  company  comes  before  the  market  for  money. 
This  money  is  attempted  to  be  borrowed  in  Eng- 
land, we  will  suppose.  The  parties  lending  it  have 
no  means  of  verifying  the  correctness  of  the  repre- 
sentations made, — are  oblieed,  if  they  act  at  all, 
to  take  the  statements  made  to  them  as  correct., 
The  result  is,  the  monied  man  may  lose  a  portion, 
or  all  of  his  loan,  while  an  absolute  injury  will  be 
likely  to  be  inflicted  upon  our  own  people,  by  be- 
ing helped  to  carry  out  an  enterprise  that  is  not 
needed,  and  which  must  turn  out  a  disastrous 
speculation. 

Suppose  on  the  other  hand,  the  less  favorcbla,  but 
correct  view  of  the  case,  had  been  presented,  it  is 
plain  to  see  that  the  interference  of  third  parties 
would  have  been  most  salutary  and  useful  both  to 
railroad  companies  and  the  public,  and  in  the  end, 
would  have  commanded  general  approbation. 

In  the  case  supposed,  wc  have  assumed  the  cor- 
rectness of  our  criticism  to  be  justified  by  resuU. 
Bot  to  await  resnlts,  is  to  preclude  criticism  alto- 
gether, .tnd  to  confine  ourselves  to  thejbare  narration 
of  events,  which  only  serves  to  gratify  curiosity, 
without  promoting  any  useful  end.  In  the  mean- 
time, blunders  are  being  committed,  and  schemes 
foisted  upon  an  uninformed  and  ;iud  unsuspect- 
ing public,  which,  with  a  fair  and  tolerant  discus- 
sion of  their  merits,  would  have  fallen  of  inherent 
weakness,  without  involving  the  getters  up  or  out- 
siders, in  loss  and  embarrassment. 

There  are,  of  course,  two  sides  to  the  subject 
under  discussion.  A  railroad  company  cometi,  (as 
is  DOW  almost  universally  the  case,  both  with  new 


and  old  companies  throughout  the  United  States,) 
to  New  York  for  money  for  a  project  just  started. 
We  think  the  project  uncalled  for  by  the  commcr- 
cuil  or  business  wants  of  the  country,  and  claim 
th?  right  to  make  jjublic  our  conviction  through 
the  columns  of  the  Journal.  The  company  reply 
"  that  the  propriety  of  their  scheme,  being  a  mat- 
ter of  opinion,  in  reference  to  which  they  have 
the  best  means  of  arriving  at  a  correct  conclusion, 
we  have  no  right  to  oppose  our  opinion  to  theirs, 
especially  as  we  have  no  concern  nor  interest  in 
the  matter;  tli.it  unfavor.iblo  comment  of  our 
own,  is  interfering  in  the  afi*air8  of  third  parties, 
and  is  utterly  unwaranted ;  and  that  after  all,  it 
may  turn  out  that  we  are  the  parties  who  are  in 
error,  aud  consequently  may  do  great  injustice  by 
an  officious  interference."  Upon  these  grounds 
it  is  claimed  that  we  have  no  right  to  discuss  the 
question  of  the  propriety  of  new  railroad  schemes 
otfered  to  the  public ;  and  that  when  we  cannot 
commend,  we  are  bound  to  be  silent. 

There  is  certainly  great  force  in  these  views, 
and  it  would  be  difficult  to  sustain  the  opposite 
side  of  the  question,  were  our  journal  established 
only  for  the  apparant  .idvantage  of  railroad  com- 
panies. But  such  is  not  the  case.  The  larger 
part  of  our  readers  are  persons  who  havj  a  greater 
interest  in  knowing  the  real  merits  of  a  project, 
than  in  the  mere  question  of  its  success,  as  far  as 
its  construction  is  concerned.  Take,  for  instance, 
subscribers  residing  in  England,  or  on  the  Conti- 
nent. They  look  to  our  Journal  for  the  necessary 
data  to  enable  them  to  form  correct  opinions  as  to 
the  value  of  a  particular  security. 

The  representation  of  the  parties  offering  it 
though  honestly  made,  may  be  without  any  good 
foundation.  To  a  person  not  familiar  with  the 
course  of  trade  in  this  country,  the  relations  that 
a  scheme  may  sustain  to  such  trade  and  to  the 
wants  of  the  public,  or  the  amount  of  business 
that  the  district  dependent  upon  the  road  is  capa- 
ble of  supplying  to  it,  such  representations 
may  have  too  much  plausibility  to  be  disproved. 
A  true  statement  in  reference  to  these  matters 
would  enable  all  parties  to  see  the  project  in  a  cor- 
rect light,  and  as  wo  said  before  would  guard  the 
rights  of  strangers,  and  promote  the  best  interests 
of  our  own  people. 

The  great  objection  to  a  free  criticism  of  railroad 
projects  is  our  own  liability  to  be  mistaken  as  to 
their  propriety  and  ultimate  success.  Admitting 
that  such  may  occasionally  be  the  case,  which  is 
more  than  probable,  still  we  do  think  this  fact 
should  close  our  mouths.  A  railroad  company 
never  ought  to  be  in  a  position  to  suffer  materially 
from  a  mistaken  opinion  of  our  own.  Such  mis- 
takes, when  committed,  can  be  immediately  cor- 
rected, and  a  discussion  which  must  result  in  the 
end  in  showing  the  strength  of  a  project,  cannot 
be  otherwise  than  beneficial  to  it.  On  the  other 
hand  a  scheme  that  will  not  bear  investigation 
and  comment,  ought  not  to  be  suffered  to  proceed. 
The  sooner  it  is  brought  to  an  end,  the  better  for 
all  parties. 

The  unsteadiness  of  the  stocks  of  most  of  our 
railroads  is  chiefly  owing  to  the  ignorance  that 
prevails  as  to  their  real  value.  The  comments  of 
tbo  press  as  a  general  rule  arc  prompted  by  a  wish 
either  to  depress  or  inflate  prices,  from  interested 
motives,  rather  than  from  a  desire  to  show  their 
true  worth,  and  tend  to  excite,  instead  of  allaying 


apprehension.  We  find  consequently  that  the 
market  value  of  stocks  depend  much  upon  the 
movement  of  operators,  than  upon  their  intrinsic 
value.  Take  the  case  of  the  Erie  railroad,  for  in- 
stance. Some  morning,  when  every  thing  is  quiet, 
a  shrewd  operator,  with  a  moderate  quantity  of 
gold  in  his  pocket,  but  more  brass  in  his  face,  goes 
into  the  street,  and  offers  1000  shares  at  1  or  2  per 
cent  less  than  the  current  rates.  This  movement 
sets  the  whole  street  on  the  qui  vive,  and  is  in  an 
instant  made  the  basis  of  a  thousand  rumors  pre- 
judicial to  the  credit  and  value  of  the  road.  These 
are  for  an  instant  believed,  not  because  there  is 
any  evidence  of  their  truth,  but  because  there  is 
no  evidence  by  which  to  disprove  them.  There  is 
a  feeling  that  they  are  as  likely  to  be  true  as  false. 
The  current  runs  downward,  till  another  operator, 
with  more  gold  and  more  brais  than  the  first, 
mounts  the  rostrum,  and  commences  bidding  up- 
ward. If  be  has  sufficient  assurance  and  a  long 
purse,  he  turns,  by  dexterous  use  of  these,  the 
tide,  and  puts  the  market  as  far  above,  as  it  re- 
cently fell,  below  th«  ordinary  standard.  In  this 
way  is  a  property  of  many  millions  made  the  foot 
ball  of  speculations ;  simply  because  the  proper 
evidence  of  its  value  is  withheld  from  the  public, 
and  which  a  temperate  and  fair  discussion  would 
have  brought  out.  We  simply  use  the  above  il- 
lustration for  a  cUiss  of  cases,  without  any  inten- 
tion of  drawing  an  unfavorable  inference. 

Wc  believe  that  a  fair  discuss^ion  of  the  merits 
of  railway  projects  to  come  within  the  scope  of 
our  paper  as  well  as  a  duty  imposed  uponus.  We 
never  intend  to  err  on  the  wrong  side,  but  to  al- 
ways give  companies  "the  benefit  of  a  doubt." 
When  we  express  our  opinion,  we  shall  always 
open  the  columns  of  the  Journal  to  the  parties 
feeling  agrieved.  In  this  way  the  public  will  be 
in  possession  of  the  evidence  in  the  case,  and  can 
form  their  own  conclusions.  Having  thus  laid 
down  a  sort  of  a  platform  for  future  guidance,  our 
Railroad  companies  must  not  complain  if  they  find 
us  standing  upon  it. 

Mlsaonrl  Iron  Monntalu    Railroad. 

A  statement  made  by  the  President  of  this  road 
gives  the  available  resources  of  the  company  as 
follows : 

County  of  St  Louis  bonds ....  , S600,000 

City  of  St.  Louis 300,000 

Iron  Mountain  Company 126,000 

Washington  Co.,  corporation  and  indi- 
viduals   100,000 

City  of  Carondelet,  6  per  cent,  bonds. .  50,000 

Further  subscriptions,  to  be  obtained. .  50,000 

Addition,  city  of  St.  Louis  bonds 200,000 

State  bonds 760,000 

Individual  subscription 160,000 


Total S2,236,000 

Virclmla    Central    Knilroad. 

At  the  annual  meeting  of  the  Stockhold- 
ers of  the  Vriginia  Central  Railroad  Company, 
held  in  Richmond  the  10th  lost.  Col.  Edmood 
Fontaine  was  unanimously  re-elected  Prasident  of 
that  company.  Messrs.  Wm.  J.  Robertson  and 
David  Anderson  Jr.,  were  elected  directors. 

Appointmciitt 

We  learn  from  the  Richmond  Dispatch  that  ffie 
Board  of  Public  Works  have  appointed  Mr.  Charles 
B.  Fisk  as  Chief  Engineer  on  the  Covin^n  and 
Ohio    Road,   in    the    place   of  Mr.  Charles  B 
Shaw. 


-  *    -  ■  -—  - 
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Relation  of  tUe  Great  I.alcea  to  the  Interior 
Commerce  of  tlie  Country. 

One  of  the  most  noticeable  facts  that  strikes  a  per- 
son travelling  through  the  western  States,  is  the  ten- 
dency of  trade  and  travel  in  that  section  of  the 
country  toward  the  Great  Lakes.  The  Ohio  river, 
which  only  a  few  years  since  was  the  great  route 
both  of  commerce  and  travel,  has  lost  its  com- 
parative importance,  and  hardly  enters  into  the 
calculations  of  means,  by  which  the  eastern  cities 
are  to  maintain  their  commerce  with  the  interior. 
For  the  movement  of  persons  it  has  been  entirely 
superceded  by  railroad.  The  same  is  likely  to  be 
the  case,  to  a  certain  extent,  with  many  kinds  of 
merchandise.  Commerce,  liberated  from  the 
channels  it  long  followed  from  rucessitij,  takes 
those  which  are  constructed  with  express  refer- 
ence to  its  convenient  movement.  As  the  cheap- 
est eastern  outlet  of  the  great  interior  basin  is 
through  the  Erie  Canal,  a  majority  of  the  public, 
works  in  the  west,  naturally  tend  toward  the  Lakes, 
through  which  the  canal  is  the  roost  easily  and 
cheaply  reached.  Travel  necessarily  adopts  the 
route  of  commerce,  and  as  the  Erie  Canal  and  the 
Lakes  form  the  great  line  of  communication  be- 
tween the  east  and  west,  that  of  travel  naturally 
coincides  with  their  general  direction.  Upon  the 
shores  of  the  Lakes,  therefore,  we  witness  the 
great  activity  of  business  and  the  largest  concen- 
tration of  travel  in  the  west,  and  this  is  increasing 
n  a  much  greater  ratio  than  in  any  other  portion 
of  the  country. 

Another  fact,  which  gives  additional  impulse  to 
the  tendency  already  noticed,  is  the  mirivalled 
means  of  intercommunication  which  the  Great 
Lakes  afford.  A  vessel  may  be  loaded  in  Chicago 
for  any  part  of  the  world.  The  same  may  soon  be 
said  of  Fon  du  Lac,  the  western  terminus  of  Lake 
Superior.  These  Lakes  possess  a  climate  unex- 
celled in  salubrity,  and  are  surrounded  by  a  soil 
of  great  fertility,  with  portions  of  it  abounding  in 
inexhaustable  supplies  of  coal,  copper,  and  iron. 
Upon  their  shores  all  the  elements  of  wealth  exist 
in  the  greatest  profusion,  while  the  Lakes  them- 
selves afford  the  best  possible  medium  for  the  dis- 
tribution of  the  manufacturing  products  of  the 
consumer. 

The  enormous  receipts  of  the  line  of  railroad 
from  Cleveland  to  Chicago  is  a  striking  evidence 
of  the  immense  business  concentrated  upon  the 
Lakes.  The  amount  of  earnings  of  these  roads 
has  no  parallel  in  the  railway  history  of  the  coun- 
try. There  are  no  roads  in  the  United  States 
earning  so  much  npon  their  east,  and  but  few  upon 
their  mileage.  None  have  met  with  such  extraor- 
dinary ^ucces,  so  soon  after  being  opened.  At  the 
rate  of  the  past  two  months,  which  will  soon  be 
maintained  for  the  year,  the  Michigan  Southern 
road  is  earning  $2,600,000  per  annum,  upon  a  cost 
of  about  $7,000,000!  The  earnings  of  this  road 
for  October  Were  S220,8W.  The  earnings  of  the 
Erie  rojid  for  October,  upon  a  mileage  of  about 
600  miles,  and  a  cost  of  $32,000,000,  was  $552,- 
000.  The  costof  the  Central  road,  as  represented  by 
its  stock  and  bonds,  is  $33,000,000,  Its  earnings 
for  October  were  $565,000.  The  earnings  of  thes« 
roads  are  equal  to  1.70  per  cent,  per  month,  upon 
their  cost.  ThoM  of  the  Michigan  Southern  for  Oc^ 
tober,  were  equal  to  3.60  per  cent,  per  month, 
upon  its  cost,  or  43  per  cent,  per  annum,  or  mor* 
than  double  those  of  the  great  New  York  lines. 
Jt«  earoings  too,  are  iocreasiof;  in  much  greater 


ratio  than  those  of  the  above  roads.  The  earnings  :  to  execute  such  securities  for  any  loan  or  loans 
of  the  Toledo  and  Cleveland  road,  (which  makes '  that  may  be  made  for  that  purpose  as  the  State 
up  a  portion  of  the  Lake  Shore  road,)  for  October,  j  ™*y  require. 

were  $67,000,  upon  a  mileage  of  87  miles,  and  a  I  Upon  a  vote  of  the  stockholders  Thomas  H. 
cost  of  about  $1,600,000,  which  is  equal  to  3.50 1  EHis  was  elected  President  and  WilUam  W.  Boyd 
per  month,  and  very  nearly  equal  to  those  of  the  |  o^  Buchanan  and  Thomas  M.  Bondurant  of  Back- 
Michigan  Southern.    It  will  be  borne  in  mind,  1  ingbam,  Directors. 

that  the  latter  road  has  been  opened  only  18  i  Locomotive  Factory  ta  Kew-Orlean*. 
months  since,  while  the  Toledo  and  Cleveland  !  The  notice  in  another  columu,  of  the  desirable 
road  has  been  in  operation  only  about  one  half  1  property,  known  as  the  Belleville  Iron  Works,  in 
that  time.  Neither  of  these  roads  can  yet  be  in  a  .  Xew-Orleans,  is  well  worthy  the  attention  of  capi- 
position  to  transact  all  the  business  o&lriug,  nor  |  [^\s,{s  and  m;ichiaists.  The  demands  for  the  ma- 
have  they  been  in  operation  a  sufficient  length  of  j  phinery  for  the  roads  tenuinating  in  New-Orleans 
time  to  develop  a  local   business,   which  always  ^^^  ultimately   require  the  esUblishment  of  a 


constitute  the  principle  source  of  revenue  of  all 
roads. 

We  instance  the  earnings  of  the  above  road  by 
way  of  illustrating  the  correctness  of  the  facts  sta- 
ted at  the  outset.  They  have  another  use  in  show- 
ing the  value  in  a  business  point  of  view,  of  the 
route  occupied  by  the  Lake  shore  road.  Accord- 
ing to  our  view,  a  line  striking  the  southern  shores 
of  lakes  Erie  and  Michigan,  and  prolonged  at  ei- 
ther end,  is  the  axis  of  the  commercial  system  of 
this  country.  Such  an  opinion,  we  believe,  isjus- 
tified  by  the  experience  already  gained. 

Jamca  Rtrer  and  ICanaw^ba  Canal> 

A  meeting  of  the  stockholders  of  this  Compavjr 
was  held  in  Richmond  on  the  17th  ult.,  when  re- 
ports of  the  condition  and  business  of  the  work 
were  read  and  adopted. 

Receipts. — The  gross  receipts  from  tolls,  water 
rents  and  scale  bouse  fees  on  the  first  and  second 
divisions  for  the  fiscal  year  ending  the  30th  Sep- 
tember last,  were  $293,512  92,  being  an  increase 
over  the  preceding  of  $16,063  96. 

The  amount  of  tonnage  conveyed  on  the  canal 
daring  the  last  fiscal  year,  is  281,032  1-10  tonsj 
being  an  increase  over  the  preceding  year  of^20,- 
992  1-10  tons. 

The  estimated  value  of  freight  transported  da- ' 
ring  the  past  year  is  estimated  at  f  17,435,000. ; 
This  certainly  is  a  gratifying  exhibit.  j 

The  gross  receipts  from  the  productive  works  j 
of  the  company,  and  from  misccUaneoas  sources, 


Locomotive  Factory  in  that  city,  and  no  time 
could  be  more  favorable  for  the  commencement 
of  such  an  enterprise  than  now,  when  the  construc- 
tion of  the  original  and  principal  equipments  of 
these  roads  is  about  to  be  allotted  by  contract. 
In  the  whole  west  there  is  no  locomotive  factory 
south  of  Nashville.  In  the  east,  none  south  of 
Petersbng,  Va.,  and  the  expense,  delay,  and  un- 
certainty of  shipping  engines  from  either  of  these 
points,  would  operate  very  iimch  in  favor  of  a  lo- 
comotive factory  on  the  spot.  The  expense  of 
shipping  engines  from  Richmond  to  New-Orleans 
will  often  reach  $1000,  while  there  is  great  uncer- 
tainty in  so  long  and  difficult  navigation,  and  the 
engines  are  always  considerably  depreciated  in 
value  at  the  end  of  a  voyage,  owing  to  expotare 
to  salt  water. 


Iron  Bridge   Con^pleted. 

The  iron  bridge  of  the  Central  Ohio  Railroad, 
across  the  Muskingnm,  at  Zanesville,  was  opened 
for  the  passage  of  trains  on  the  10th  instant.  The 
bridge  was  bailt  by  Douglass,  Smith  &.  Co.,  and  is 
statad  to  be  in  every  respect  a  first  class  work. 
The  occasion  of  its  opening  was  celebrated  iu 
Zanesville  with  much  spirit. 


Mew  IVorlcs. 

We  have  the  20th  number,  just  published,  of  D. 
for  The  year  ending  September  30th^  1863,  were  K-  Clark's  "  Railway  Machinery;'  received  at  the 
$326,311 62.  And  the  disbursements  for  repairs,  hands  of  Geo.  Taylor,  Esq.,  Agent  for  Blackie  &. 
ordinary  and  extraordinary  for  the  same  period,  json,  117   Fulton  Street.     This  number  contain* 


sections  of  Messrs.  Kitson,  Thompson  and  Hewit- 


were  $166,931. 

The  increase  of  tolls  received   at  Lynchburg 
daring  the  year  has  been  $17,82349  over  those  of  ^°"'»  i""<*®  connection  locomotive.     These  see- 
the preceding  year.  tions  show  the  extreme  width  of  furnaces  and 

Ship  Lock.— A  rock  foundation  for  this  great  frames  which  a  proper  arrangement  of  these  parts 
structure  has  been  obtained,  and  it  is  progressing  ^y^^^^  ^^  ^     i^^,  f^r  the  narrowest  gauge.     The 
as  rapidly  as  the  limited  space  for  work  will  per-         ....  .  .      •  .  ,       -   >.        „ 

mit.  The  dimensions  are  180  feet  in  length  and ,  e^ff""®  illustrated  in  this  number  is  for  a  four  feet 
35  feet  in  width— amply  sufficient  for  the  largest  8i  inch  gauge,  and  has  a  clear  width  between  in- 
sized  tail  vessels  fully  rigged,  which  can  come  to  side  ft-ames  of  46'^/^  inches,  the  frames  being  thin 
Richmond  in  the  most  improved  condition  of  the  ^nd  placed  edgewavs.  Their  dimensions  are  8 
river.     The  structure  will  contain   7,600   cubic  .     •       w    nr  t  „i,  '  m     j-  »  v  ,. 

yards  of  masonry,  for  which  the  stone  is  all  pre-  '"*=*'*'  ^^  ^^  ^"^^-  ^**«  **'"^°^  ^^'''^''  ««»- 
pared,  and  about  4,126  yards  are  laid.— If  the  ters  of  cylinders  is  2  feet  6X  inches,  which  allows  of 
weather  proves  favorable  the  masons  will  lay  a  single  intermediate  steam  chest  with  direct  ac  • 
about  1000  yards  per  month ;  and  as  arrangements  tion  valves  working  on  vertical  faces.  The  cylin- 
have  been  made  to  have  the  most  improved  lock  ^^^  ^^  ^f  ^g  i^^.^^,  di.xmeter.  The  furnace  has 
gates  ready  when  the  masonry  is  finished,   the  ■  ,  ,  .:..v    /■  ^otx  ■     ^      •     -^     .     ., 

President  is  of  opinion  that  the  tide  water  con-  ^^<^  t-xtreme  width  of  43%  inches  inside,  besides 
nection  will  be  completed  at  an  early  day  in  the  allowing  water  spaces  of  3  inches  thickness  and 
ensuing  season.  ;  extremely  thick  plates.    The  connection  of  the 

The  meeting  also—  '  cylinder  an<l  crank  hems  "  inside,"  the  center  of 

Resolved,  That  it  is  not  necessary  to  ask  of  the  ^,     ,    .,  .,      ,      .  j   c  f    .  o  ■     . 

next  Legislature  any  aid  in  respect  to  the  pay.  ^^^  ^^'*^'"  •«  »ece«sar.Iy  elevated  6  feet  8  inches 
ment  of  the  Company's  semi-annual  interest  and  from  the  rails,  for  a  dnvmg  wheel  of  6  feet  diame- 
annuity  debt.  ter.     This,  too,  is  with  a  boiler  of  only  42 j^  inch* 

Resolved,  That  the  President  and  Directors  are  es  diameter,  and   is  a.  full  foot  more  than  in  our 
instructed  to  present  a  memorial  to  the    next  ^^^    examples    of    American    outside    connect- 
Qeneral  Assembly  asking  for  such  aid  as  may  . 
s«em  to  it  proper  to  enable  this  Company  to  ex- '.  '''°^' 

tend  its  canal  to  the  town  of  Covington,  and  that  \  The  number  before  us  contains  very  full  inves- 
tbf  Preaident  and  Directors  are  hereby  aotborized  j  tigatioos  of  the  stroctuie  <^  locomotive  framifiCi 
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with  remarks  ui)oa  wheels  and  axles,  springs  and 
axle  boxes,  etc.,  etc.  There  are,  also,  several  il- 
lustrations of  the  best  examples  of  turn-tables. 

The  7th  number  of  the  "  Engineer  ami  Ma- 
chinists' Drawing  Book"  is  also  received  from 
Blackie  &  Son.  There  are  several  fine  illustra- 
tions of  gearing,  steam  engine  details,  and  skele- 
ton drawings  of  locomotives,  intended  to  facilitate 
the  construction  of  original  plans,  etc.  The  letter 
press  illustrations  are  clear,  practical  and  compre- 
hensive. 


Jonrual    of  Rallraod  IjAmt. 

POWER    OF    SUPERINTENDENT     ON    RAILWAYS. 

It  will  be  seen  that  the  New  York  Superior 
Court,  have  upon  appeal,  declared  that  a  railway 
Superintendent  cannot  bind  his  employers  by  em- 
ploying a  surgeon  to  attend  a  wounded  passen- 
frer. 

DECISION. 

Mark  Stephenson  against  the  New  York  and  Har- 
lem Railroad  Co. 

Bosworth  J— The  plaintift,  a  physician  and  sur- 
geon, brought  this  action  to  recover  for  prolVssion- 
al  services  upon  P.  Teniat,  who  was  injured  by 
being  run  over  by  defend.tnt's  cars.  The  services 
were  rendered  upon  a  previous  promise  of  a  Su- 
perintendent of  the  Company  that  the  latter  would 
pay  for  them.  The  power  of  the  Superintendent, 
according  to  the  evidence  given  at  the  trial,  relat- 
ed solely  to  running  the  trains  as  prescribed  by 
the  company,  employing  men  for  the  purpose  and 
providing  for  the  accomplishment  of  thi.s  result. 
He  had  not,  on  any  other  occasion,  employed  a 
physician  or  surgeon.  He  had  not  l>ecn  held  out 
by  the  company  as  having  su«h  authority,  and  his 
acts,  in  this  case,  had  not  been  ratified  by  the 
company.  It  did  not  appear  that  Teniat  was  in- 
jured by  the  negligence  of  defendants.  The  plain- 
tiff was  nonsuited,  and  from  the  judgment  render- 
M  he  appeals.  Judgment  appealed  from  conflrm- 
ed,  with  costs. 

TRUI.    OF    AN    KNGLISH    ENGINEEII. 

Richard  Pardington  and  Joseph  Woods,  an  en- 
gine driver  and  fireman,  on  the  Great  Northern 
Railway,  were  recently  tried  in  the  Central  Crimi- 
nal court  of  London  for  a  misdemeanor,  upon  the 
complaint  of  the  Company.  The  express  train  to 
which  defendants  belonged  started  from  London 
on  3l8t  August  last  at  5  P.  M.,  and  an  aocident 
occurred  that  evening  at  Hornsey  station.  Pre- 
viously that  day  an  accident  occurred  to  a  freight 
train  between  Barnet  and  Hornsey,  and  this  train 
being  thereby  delayed,  did  not  reach  Hornsey  un- 
til 6  minutes  before  6  P.  M.,  and  it  was  necessary 
that  it  should  "be  shunted,"  as  the  term  is,  across  the 
down  track  into  "  a  siding."  There  were  14  min- 
utes for  this  operation,  for  the  express  train  was 
not  due  at  Hornsey  until  10  minutes  after  5  P.  M. 
The  trucks  got  safely  over  but  the  tender  got  off 
the  rails  and  obstructed  the  down  track.  The 
danger  signal  at  the  sUtion  was  immediately  put 
up  and  another  danger  signal  600  yards  ftirther 
towards  London,  was  also  put  up,  ai«l  a  man  sent 
up  the  rovd  with  a  red  flag,  which  was  also  a  dan- 
ger signal.  He  went  some  distance  beyond  the 
second  signal  post.  An  electric  message  was  also 
immediately  sent  to  London  concerning  the  ob- 
struction. Unfortunately,  the  express  tr;uu  had 
left  London  before  the  message  arrived  there.  The 
(rain  proceeded  at  the  usual  speed  to  Hornsey, 
»ad  no  steps  were  taken  until  too  late  to  arrest 


the  train,  whence  occurred  a  collision  with  the 
tender  and  much  injury,  although  no  loss  of  life, 
to  passengers.  It  was  urged  that  if  defendants 
had  attended  to  the  signals  they  could  have  easily 
prevented  the  accident. 

The  question  was,  whether  defendants  have  vio- 
lated the  clause  of  the  Railway  Act  which  pro- 
vides that  "  any  person  who  shall  icilfuUy  do,  or 
cause  to  be  done,  any  act  tending  to  obstruct  the 
passage  of  a  carriage  or  engine  over  a  railway,  or 
to  endanger  the  safety  of  passengers  on  such  car- 
riage, should  bo  held  guilty  of  a  misdemeanor. 

The  Justices  Crosswell  and  Wilhams  held  that 
omitting  to  see  a  signal  was  not  a  wilful  act.  Ser- 
jant  Wilkins  said  that  the  clause  clearly  applied  to 
strangers,  not  to  employees  on  the  railway  trains. 
Verdict  not  guilty. 

APPRAISAL  OF  LAND  REtiLIRED  FOR  RAILROADS. 

In  our  issue  of  16th  of  October  last,  we  cited 
the  rule  of  the  Supreme  court  of  this  State,  by 
which  the  main  inquiry  in  cases  of  this  nature 
was  declared  to  be  "what  is  the  entire  property 
now  fairly  worth  in  the  market,  and  what  will 
that  part  not  taken  be  worth  af\er  the  improve- 
ment is  made?" 

In  a  late  controversy,  of  ten  days  continuance, 
between  the  Air  Line  railroad  company  and  Mr. 
H.  Griffin,  of  Middletovvn,  Conn.,  it  would  seem 
that  a  mode  of  ascertaining  damages  was  adopted 
which  was  not  inconsistent  with  tho  rule  above 
stated.  Mr.  G.  had  laid  out  eleven  acres  of  bis  land 
for  city  lots.  The  company  required  a  fifth  of  the 
same  for  the  purpo.ses  of  their  railroad,  and  would 
by  taking  the  same  greatly  lessen  the  value  of  the 
remainder  fur  building  purposes.  The  commis- 
sioners took  into  consideration  the  benefits  to  be 
derived  from  the  railroad,  and  although  the  claim 
fur  damages  amounted  to  $3,260,  they  allowed  the 
land  owner  but  $950. 

The  benefit  and  also  the  damages  to  be  taken  in- 
to consideration  by  the  commissioners  must  be  di- 
rect, not  remote  and  conjeelural.  So  in  the  case  of 
Hill  vs.  the  Mohaick  and  Hudson  Railroad  5  Den- 
is, 206,  it  was  held  by  our  Supreme  Court  that  it 
is  proper  for  the  commissioners  in  cases  of  this 
kind  to  take  the  testimony  of  witnesses  who  are 
(lualificd  to  form  a  judgment  of  the  value  of  the 
lands  from  which  the  road  is  to  be  taken,  as  a 
wkole,  and  as  to  the  mode  in  which  they  will  be  af- 
fected by  .severing  from  them  that  portion  which 
is  required  for  tho  purposes  of  the  road. 

The  difference  between  the  fair,  prospective  va- 
lue of  the  land  not  taken,  and  the  present  value  of 
the  wholo  tract  will  furnish  guidance  in  determin- 
ing the  amount  of  damages  to  which  the  claimant 
is  entitled. 

But  the  claimant  should  be  contiucd  to  the 
inquiry  as  to  the  diminution  of  tho  value  of  his 
land  directly  proceeding  from  the  railroad.  It  is 
not  competent  for  him  to  show  damage  only  indi- 
rectly or  contingently  occasioned  by  the  Rail- 
road. 

carrier's  parcels. 

In  the  English  Court  of  Exchccquer  a  question 
lately  arose  in  relation  to  what  are  called  compo- 
site parcels,  or  parcels  made  up  of  sundry  small- 
er ones,  in  the  case  of  Crouch  vs.  the  Great  North- 
ern railroad  company.  The  plaintiff  was  a  car- 
rier by  a  railroad,  and  one  of  his  agents  having 
requested  the  defendants  agents  to  carry  a  parcel 
upon  the  said  roai,  they  had  refused  »o  to  do 


without  compensation  greater  than  w  hat  is  charg- 
ed for  ordinary  packages,  on  the  ground  that  the 
cnnposite  parcels  were  attended  with  more  risk 
than  the  ordinary  ones,  and  such  h;is  beea,  in  at 
least  one  English  case,  decided  to  be  the  law.  Tho 
jury  brought  in  a  verdict  for  defendants.  But  jus- 
tice Erie,  on  a  motion  for  a  rule,  thought  that  a 
further  discussion  of  the  question  would  be  useful, 
and  granted  the  rule.  * 

THE  BROADWAY  RAILROAD  CASE. 

This  case  was  decided  by  the  Superior  court  on 
Saturday  last.  We  subjoin  the  grounds  of  the  de- 
cision by  which  the  company  are  perpetually  en- 
joined against  proceeding.  So  that  unless  the 
Court  of  Appeals  shall  reverse  the  judgement,  the 
city  railroads  must  vanish  like  "the  fabric  of  a  vi- 
bion.  "The  Court  hold,— 

1.  That  the  Common  Council  have  no  authority 
to  grant  a  perpetual  license  for  a  railroad,  as  wa-s 
done  in  this  case,  because  this  is  to  alienate  their 
own  power  over  the  streets,  which  power  is  given 
them  by  the  legislature,  and  which  is  inaliena- 
ble. !  . 

2.  That  the  Council  have  no  power  to  grant  a 
license  to  a  railroad  at  all,  insomuch  as  it  is  a  mo 
nopoly  and  a  municipal  corporation  hail  no  power 
to  create  a  monopoly. 

3.  That  the  grant  establishes  a  joint  stock  a.<«so- 
ciation,  which  is  a  palpable  usurpation,  insomuch 
as  such  an  association  can  only  be  created  by 
law. 

4.  That  an  important  condition  of  the  contract 
with  Jacob  Sliari>c  and  his  associates  for  the  con- 
struction of  this  road,  w.-is  that  they  should  clean 
and  sweep  the  whole  of  Broadway  south  of  Four- 
teenth-street every  morning  excepting  Sunday ; 
while  no  such  contract  can  be  made  except  by  the 
Head  of  the  department  to  which  that  especial 
branch  of  service  particularly  belongs. 

5.  That  the  right  to  grant  licenses  to  run  pas- 
senger coaches  and  caniages  is  lotlged  exclusive- 
ly with  the  Mayor,  and  that  cars  must  be  deemed 
and  taken  to  come  under  the  laws  regulating  such 
vehicles. 


MIclklKan  Soutlteru  and  Illlnoia  Central 
Railroail  Crosatngi 

decree  of  commissio.ners. 

The  Northern  Ind.  and  Chicago  R.  R.  Co.,  \ 
vs.  the  Illinois  Central  R.  BlK;o.  S 

In  Chancery,  in  the  Circuit  Court  of  Cook  Co., 
Illinois : 

To  tho  Hon.  Buckner  S.  Morris,  Judge  of  said 
Court :  The  undersigned,  Edward  H.  Brodhead 
and  Joseph  Gillespie,  associated  with  John  Van 
Nortwick,  Commissioners  elected  and  appointed 
by  virtue  of  a  stipulation  entered  into  in  con- 
formity with  the  provisions  of  an  order  of  said 
Court,  herewith  annexed,  beg  leave  respectfully  to 
report  to  said  Court,  that  they  with  their  associate 
Commissioner  have  heard  evidence  and  argument 
of  counsel  of  said  parties  respectively,  in  regard 
to  all  the  matte.^s  submitted  in  said  stipulation, 
and  carefully  considered  the  said  matters — and 
that  the  undersigned  have  agreed  and  determined 
and  do  hereby  award  that  the  point  of  crossing  of 
the  railroad  of  tbe  defendants  over  the  railroad  of 
said  complainants  shall  be  at  the  point  named  in 
said  stipulation ;  and  that  :he  manner  in  which 
the  said  railroad  of  sai<l  defendants  shall  be  allow- 
ed to  cross  the  said  railroad  of  said  complainants 
shall  be  by  bridge,  to  be  built  by  said  defendants 
at  least  eighteen  feet  in  the  clear,  above  the  sur- 
face of  the  rails  of  the  railroad  of  the  complain- 
ants, and  of  a  width  not  less  than  thirty  feet  in 
the  clear;  and  said  bridge  and  the  approaches 
thereto  to  be  efficiently  commenced  withm  thir^ 
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dayi  from  this  date,  and  prosecuted  with  all  due 
diligence  to  flual  completion ;  and  after  the  con- 
struction of  said  bridge  and  the  approaches  there- 
to, the  crossing  of  the  railroad  of  the  defendants 
over  the  railroad  of  the  complainants  shall  be  by 
bridge  and  not  otherwise.  In  tho  mean  time,  and 
during  the  construction  of  said  works,  the  railroad 
of  the  defendants  may  cross  the  railroad  of  the 
complainants  at  grade,  at  or  near  the  present 
point  of  crossing,  for  the  purpose  of  operating 
their  said  railroad,  and  constniciing  the  said 
works. 

The  undersigned  have  also  awarded  that  the 
said  defendants  shall  pay  the  the  said  complain- 
ants, and  demand,  one  dollar  for  damages,  ou  ac- 
count of  the  crossing  in  the  manner  above  pre- 
scribed. 

In  witness  whereof  the  undersigned  do  hereby 
affix  our  bands  and  seals,  at  Chicago,  this  5tb  day 
of  November,  1863. 

EowAHD  H.  Brodhe,»d,     I  Seal  ) 


J.  GlLLESPir., 


^Seal 


Seal  > 


Philadelphia  ItOcomotlT-est 

Messrs.  Richard  Norris  and  Son  have  sent  us 
fine  lithographs  of  the  freight  and  passenger  en- 
gines now  building  at  their  sho])S  in  Philadelphia. 
In  the  passenger  engine  we  notice  several  favor- 
able features  for  spemi  and  economical  working. 
The  cylinders  are  outside  connected  and  are  laid 
Jiorizontally.  The  drivers  are  6  feet  in  diameter. 
The  boiler  is  of  large  size  being  4fott  in  diameter, 
w  ith  11  feet  flues  and  a  furnace  of  4  feet  2  inches 
outside  length.  The  trucks  are  w'ell  spread,  being 
4  feet  9  inches  between  centers.  The  frame  is 
the  thin,  edge  frame;  pumps  full  stroke;  valve 
motion  the  separate  cut  off  and  vee  books.  The 
furnace  is  of  the  wagon  top  form  and  is  surmount- 
ed with  a  large  dome.  The  whole  plan  appears 
simple  and  calculated  to  afford  good  results. 

It  affords  besides  an  illustration  of  the  assimila- 
tion of  style  of  modern  locomotives,  of  which  we 
have  often  had  occasion,  to  speak.  The  arrarge- 
ments  and  proportions,  with  but  few  exceptions, 
arc  very  similar  to  those  which  the  most  success- 
ful builders  have  adopted. 

There  are  two  illustrations  of  freight  engiites ; 
the  one  having  eight  connected  drivers,  the  other 
four  drivers  and  a  truck.  The  former  is  a  rather 
light  pattern,  having  a  42  inch  boiler,  11  feet 
tubes  and  44  inch  drivers.  The  furnace,  however 
is  of  large  dimensions.  The  heavy  freight  engine^ 
having  but  four  drivers,  appears  to  have  a 
cylinder  of  16  by  24  inches,  drivers  of  4  feet  6  in. 
diameter,  boiler  48  inches  diameter,  tubes  12  ft_ 
in  length,  and  outer  furnace  4  feet  2  inches  long. 
The  cylinders  are  very  nearly  level,  the  trucks 
well  spread,  the  separate  cut  off  valve  is  retained, 
and  a  novel  mode  of  spring  suspension  is  made 
use  of  wherein  there  is  but  a  single  spring,  hung 
to  the  crown  sheet  of  the  furnace,  for  the  two 
wheels  of  each  side  of  the  engine. 

The  only  material  alteration  which  we  should 
Kuggest  in  the  plans  of  the  freight  engines  would 
be  the  addition  of  a  pair  of  drivers  to  the  heavy 
engine,  which  wonld  secure  more  adhesion  and 
make  a  better  distribution  of  the  weight.  The 
lighter  engine  appears  to  have  more  adhesion 
thjin  is  requisite  for  ordinary  busino.'^s. 

We  like  the  general  style  of  Messrs.  Norris  and 
Son's  recent  engines.  They  combine  good  propor- 
tions with  simplicity  of  construction  ;  apixiar  to 
have  but  little  dead  weight,  and  if  proierly 
balanced,  (the  drawings  show  no  counterweight*) 


will  no  doubt  run  as  steadily  as  any  engines  in  the 
country.  . 


Engineering  \%'orks  at  Ilolyhnait  Harbor. 

In  the  October  number  of  the  Cinl  Engineer  and 
Architect's  Journ-al  we  find  some  facts  in  regard  to 
the  extent  of  the  works  now  in  prasecution  for  the 
protection  and  improvement  of  the  Holyhead 
Harbor  at  the  western  terminus  of  the  Chester 
and  Holyhead  link  of  the  great  London  and 
Dublin  railw.ny. 

The  undertiking  wa.i  commenced  in  18J9,  and 
is  intended  to  secure  a  tof.il  area  of  310  acres  for 
the  pur])ose  of  ,•»  harbor,  two-thirds  of  iliat  .space 
having  a  minimum  depth  of  seven  fathoms  at  low 
water.  Accommodation  will  \h'.  llms  provided  for 
about  4U0  vessels  of  all  classes,  including  70  men- 
of-war,  as  large  as  the  Duk'!  of  Wdtinglon.  The 
north  or  great  breakwater  will  be  .50»>5  feet  long 
and  170  feet  wide,  and  of  this  imrncnse  work  4000 
feet  have  already  been  completed  to  low  water 
mark — 3500  feet  of  it  being  from  14  to  15  feet 
above  high  water.  The  depth  at  low  water  thu.>^ 
filled  up  is  from  45  to  48  feet,  and  some  idea  may 
be  formed  of  the  masnilude  of  this  mole  from  the 
fact  that  the  stonework  which  siuniounts  it  is 
about  80  feet  above  the  foundation.  The  smaller. 
or  eastern  bre.nkwater,  which  protects  the  harbor 
on  the  landward  side,  will  be  2100  feet  long,  and 
1000  feet  of  it  have  already  iK-en  formed,  m  a 
depth  of  30  feet  at  low  water,  and  to  a  width  of 
110  feet. 

The  method  that  has  been  adopted  by  .Mr.  Ren 
del  for  carrying  out  the  breakwater,  and  which  is 
under  the  immediate  suix-rintendence  of  the  re- 
sident engineer,  Mr.  C.  Dobsou,  is  by  means  of  a 
timber  staging  of  five  roads,  40  feet  above  the 
water,  and  160  feet  wide,  supported  on  piles  80 
feet  long,  which  piles  remain  buriod  in  the  bank 
of  stone  as  the  work  advances.  The  loaded  stone 
wagons  are  taken  down  these  live  roads  by  loco- 
motive engines,  then  tilted,  discharging  their  con- 
tents, each  of  them  eight  to  ten  tons  of  stone, 
through  the  staging  into  the  sea,  forming  a  bank 
of  rubble-stone,  from  the  bottom  upon  which  the 
piles  rest  to  above  the  surface  of  the  water.  Whole 
trains  of  wagons  can  thus  be  made  to  deposit 
simultaneously,  and  with  a  rapidity  and  certainty 
that  no  other  system  would  admit  of;  5000  tons 
of  the  rock  obtained  in  the  quarrie*  are  thus  with 
ease  deposited  in  the  day  in  the  breakwater,  at 
the  spot  indicated ;  and,  by  this  means,  about 
3,000,000  tons  of  stone  have  been  brought  down, 
run  out,  and  tipped  into  the  sea.  The  staging  is 
constantly  kept  in  advance  of  the  work  by  means 
of  cranes  upon  the  stage  itself,  which  lift  the 
piles  (80  feet  in  length)  from  the  water  till  they 
become  upright ;  they  are  then  properly  adjusted 
in  their  place  by  the  aid  of  a  lilliputian  screw 
steamer  bO  feet  long,  when  the  framing  and  roads 
are  then  placed  upon  them,  and  rails  laid  to  re- 
ceive the  wagons;  the  discharged  wagons  are 
again  drawn  up  to  the  quarries  for  a  fresh  supply 
of  stone,  and  the  movement  from  the  quarries  to 
the  end  of  the  staging  goes  on  continually.  This 
five-road  timber  stage  of  the  north  pier,  above  de- 
scribed, has  now  advanced  4000  feet  to  sea  out  of 
the  5000  required  to  complete  it,  and  this  length  of 
breakwater  already  formed  has  afforded  shelter 
to  hundreds  of  vessels  for  the  last  three  winters, 
and  50  to  80  sail  at  a  time,  of  wind-bound  vessels, 
may  cow  occasionally  be  seen  anchored  within 
the  area  of  the  new  harbor. 

In  order  to  obtain  so  large  and  unprecedented  a 
supply  of  rock  as  5000  tons  a  day,  blasting  with 
gunpowder  upon  a  large  scale  has  been  introduced, 
and  at  the  foot  of  the  mountain  called  Holyhead 
Mountain  (which  is  of  a  hard  schistus  quartz 
rock)  quarries  have  been  opened  and  formed, 
which,  for  extent,  height  of  face  (about  200  feet), 
and  yield  of  stone,  are  certainly  unparalleled! 
Fifly-nine  to  sixty  shafts  and  galleries  are  sunk  or 
driven  into  the  rock,  which  is  of  so  hard  and  im- 
penetrable A  nature  that  only  one  foot  upon  an 
average  can  be  driven  in  twenty-four  hours  by  the 


three  relays  of  miners,  who  continujtlly  g«>""on 
driving  day  and  night.  After  the  chambers  or 
g.illeries  are  completed,  two  or  three  of  them  are 
sometimes  discharged  simultaneously  with  ch.irget 
of  gunpowder  varying  from  3fKX)  lb.  to  10,000  lb.; 
tiie  instantaneous  ignition  of  the  charges  ie 
lirou^jht  about  by  nie.ms  of  the  galvanic  battery, 
and  the  nsults  arc  as  great  as  from  30,000  to  60,- 
0«X)  t;)ii»  of  rock  ai  once.  We  witnessed  upon  this 
occittlon  the  effect  of  four  of  these  large  ex- 
plosions, in  which  about  8<XK)  lb.  of  gimpowder 
was  discharged,  displacing  and  throwing  outseve- 
r.il  thousand  tons  of  stone.  About  20,000  lb.  of 
gunpowder,  or  10  tons,  are  thus  expended  week- 
ly, in  large  and  small  blasts. 

In  the  quarries  appears  the  largest  amount  of 
activity  of  any  part  of  this  great  work — fifty 
moveable  cranes  (some  with  steam  power)  for 
raising  the  stone,  from  two  hundred  to  three 
hundred  wrought-iron  wagons  for  conveying  it. 
eight  locomotives,  and  about  fifty  horses  for  the 
movement  of  it;  these,  together  with  a  staff  of 
men  on  the  work  of  about  1100,  are  daily  em- 
ployed by  ihe  contractors,  Messrs  J.  and  (".  Rig- 
by,  in  pressing  forward  to  its  completion  this  great 
national  undertakin'j. 


north  Carolina. 

WUmington  ond  Raleigh  Kailrcarl. — The  annu- 
al meeting  of  the  stockholders  of  this  road  took 
place  at  Wilmin<^ton  on  the  10th  inst. 

It  appears  from  the  report  of  the  Auditing  com- 
mittee that  the  road  has  l»eeu  doing  a  good  busi- 
ness the  past  year. 

The  nctt  profits  ex^ed  by  *46,717  71,  those  of 
the  year  previous ;  the  through  travel  is  alto  in- 
creased to  the  amount  of  S13,710  00;  the  way 
travel  S39,213  30:  the  freight  on  road  82,388  14, 
over  the  previous  year's  receipts. 

The  result  of  the  business  for  the  year  ending 
Sept.  30th,  is  as  follows  : 

RECEIPTS. 

Amount  received  from  through  travel. 5214,136  0^ 
"       w*y  "  ..   138*148  40 

Freight  on  raihoad 112,582  23 

Freight,  Meals,  etc.,  on  Steam  Boats.      n'filQ9  67 
TraDsi>ortation  of  mails,  rents,  etc. . . .     86,424  36 


8668,899  67 


EXPC.NiiCB. 

Cost  of  transportation,  in- 
cluding purchase  of  lo- 
comotives, coaches  and 

cars..i $156,233 

Railroad  repairs 46,054 

Expenses  of  steam  boats.   147,652  84 

OflBce  expenses 366  62 

Interest  and  exchange . . .     67,976  30 


73 
82 


406,283  31 


Net  profits SI62,616  36 

The  liabilities  of  the  company  on   the   Ist  of 

October,   1863,  were  $1,166,261  12.  consisting   of 

the  following  items : 

Old  bonds  payable  in  England  at  five 
percent $222,666  67 

Bonds  endorsed  by  the  sUte  of  North 
Carolina,  at6  per  ct .  260,000  00 

Bonds  to  Literary  Fund  of  N  Carolftia 

„*t«P«i"Ct 85,000  00 

New  bonds  payable  in  England 444,444  45 

Bonds  to  U.  SUtcP,  payable  in  mail 

service 32,918  64 

Bills  payable 72,080  02 

Due  on  pay  rolls 8^483  17 

"  Negro  bonds,  1844,  to  1863,  in- 
clusive   33,606  79 

Due  on  Dividends  No's  1,  2,  and  8 4,839  00 

Due  to  sundry  individuals 2,068  88 

Balance  due  on  thirty  shares  of  stock 

surrendered  to  be  rode  out 268  50 


SI, 166,161  12 
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The  following  was  the  cooditioD  of  the  company 
on  the  1st  Oct.  1853: 

D«btofthe  company Sl,156,261  12 

Capital  stock  paid  in 1,340,213  21 

Balance  of  profits  from   commence- 

ment  of  operations  to  Ist  October, 

1853,    after    paying    interest    on 

debt 684,333  64 


plied  to  the  construction  of  a  railroad  in  extension 
beyond  the  Mississippi  river  or  to  such  other  ob- 
jects as  the  btockholders  may  determine  upon. 


Cost  of  construction, 
real  estate,  etc S2,075,062  42 

Beconstruction 773,050  86 

29  shares  company's 
stock 2,900  00 

Due  on  forfeited  stock.  950  00 

Wil.  and  Man.  R.  R. 

Go's  stock 100,000  00 

W.  &,  N.  0.  Telegraph 
stock 

Bills  receivable 

Due  from  individuals. 

Due  from  agents 

Due  from  post  office 
department  for  mail 
service 

Counterfeit  money  ta- 
ken  

Cash  in  hands  of  trea- 
surer         49,313  60 


S3,080,807  97 


3,150  00 

2'J8  00 

25,682  45 

24,792  06 


24,715  05 
373  51 


-.$3,080,807  97 


Tcnncsace  Central  Rallro»d> 

The  election  of  officers  of  this  company  made 
at  Trenton,  Tenn.,  resulted  as  follows : 

C.  K.  Wiley,  of  Benton  county  ;  Y.  W.  Allen  and 
James  Adkinson,  of  Carroll  county  ;  John  A,  Ta- 
liferro,  Solomon  Shaw  and  Wm.  W.  Lea,  of  Gibson 
county ;  John  W.  Campbell  and  S.  Mc.  Lemoru, 

of  Madison   county ;    Dr.   8.    Oldham    and    A.  J. 

Halliburton,   of  Haywood  county ;  Hiram  Partee 
and  James  L.  Green,  of  Lauderdalo  county. 

At  a  subsequent  meeting  of  the  board  of  direc- 
tors, Wm.  W.  Lea,  of  Trenton,  was  chosen  piesi- 
dent,  and  Bufus  £.  Buffum,  secretary  and  treasu- 

The   individual    subscriptions    to     the 
stock  of  this  company  now  amount 

to 8225,000 

Additional  subscriptions,   which   have 
been  promised,  and  will  bo  obtained 

by  January  1st 75,000 

County  subscriptions,   which,  it  is  not 
doubted,  will  be  voted  by     Benton 

county 50,000 

By  Carroll  county 150,000 

By  Lauderdale  county 100,000 

Amount  proposed  to  be  taken  in  stock 

contracts 200,000 


8800,000 
Engineer's  estimate  of  cost  of  grading, 
bridging,  culvert*,  masonry,  etc.,  from 
Fulton  to  Tennessee  river 458,000 


Remaining  for  other  purposes $346,665 

State  bonds  promised  conditionally 1,000,000 

Proceeds  of  the  sale  of  1700  acres  of 
land  at  Fulton,  estimated  to  produce  ' 

atleast 1,000,000 


$2,346,665 
Total  cost  of  superstructure  from  Ful- 
ton to  Tennessee  river  in  round  num- 
bers  $1,146'665 


Leaving  a  balance  of $1,200,000 

For  extension  of  the  road  to  Nashville,  or  for  oth- 
er purposes. 

The  above  is  a  brief  statement  of  means  relied 
upon  by  this  company.  If  the  Nashville  and 
Korlb  Western  road  bo  built  to  tbo  Tennewee  riv- 
tr,  th«  Tennessee  Central  railroad  company  will 
bftt«  a  bfge  surplus  of  «»e*us,  ibat  m.v  be  Ap- 


P.  J.  Toiirnadre, 

CliicfEngiiieer  Vicksburg,  Shreveiwrt  anil  Tezos  B  B., 
Vickabuig,  Mi»s. 


To 


Loeomotive  ICngine  Buil- 
ders and  fing^iiieers. 

THE  Proprietors  offer  for  rent  for  a  terra  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op 
posite  the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  bo  availed  of  to]  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con 
tract, — the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshoi)s  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &.  Pope,  Pine  Street,  New 
York. 


Railroad  Iron. 

Two  THOUSAND  TONS  Erie  Patlcm,  68  lbs.  to  the  yard, 
already  shipped,  and  expected  here  coon — for  eaio  by 
38tf  JOHN  H.  HICKS,  90  Beaver  at 


1  QOO  '^^^^  Yorkshire  T   rail,  weighing  56 
±tJ\J\J  lbs.   to  the  yard,  and  of  a  superior 
quality  daily  due  and  for  sale  by, 

NAYLOR  &  CO. 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  manufactures  and  keeps  constant- 
ly on  hand  for  sale,  every  variety  and^izoof  Rail- 
road Wheels  made  from  the  celebrated  Wxford  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  0.,  will  be  allendeJ  to  promptly. 
Sept.  n.lS5X        Iv* 


Machinists^  Tools. 

A  SUPERIOR  CLASS, 

r\SSTO!<tD  {uurtioutsrly  fbr  K«llro«d  work,  ms\iuntdtured 
/  hvL.  ».  tjNO  ft  CO.,  vi4t«  Aieaun.  Tmc  it  Co .) 


Valuable  Works  on  Rail- 
roads, Railway  Engineer- 
ing, Steam  Engines,  &.c. 

LARDNER'S  RAILWAY  ECONOMY,  1  vol.$2  00 

THE  STEAM  ENGINE,  STEAM  NAVIGA- 
TION, ROADS  AND  RAILWAYS,  Ex- 
plained and  Illustrated  by  Dr.  LARDNER, 
8th  Edition,  revised  and  improved 2  00 

TREDGOLDON  THE  STEAM  ENGINE,  3 
vols.,  4  to.,  i<(calf 50  00 

TREDGOLD  S  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1  60 

PORTWINE   ONTUE   STEAM   ENGINE..      60 

BURGO  YNE'S  ART  OF  BLASTING  ROCKS, 
QUARRYING,  &C 31 

TREATISE  ON  TUBULAR  AND  GIRDER 
BRIDGES 31 

BAKER'S  LAND  AND  ENGINEERING 
SURVEYING 62 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 1  50 

PRIDEAUX  ON  ECONOMY  OF  FUEL ....        31 

SEWELL  ON  STEAM  AND  LOCOMOTION 
Vol.  1 31 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 9  60 

QARRS  RAILWAY  LOCOMOTION  AND 
STEAM  NAVIGATION 1  76 

TRAUTWINE   ON    EXCAVATIONS   AND 

EMBANKMENTS 1  00 

Imported  and  for  sale  by  JOHN  WILEY, 

167  Broadway,  New  York. 


N.  York  and  Ai.  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Commencing  Mondoff,  May  9, 1853.     JjG^^ 


TRAINS  raox  NEW  Tons.     |      tatiit  to  biw  tokx. 

7  A.  M. — Acconmiodation  to;5.30  A.M. — Special,  from  Port 

New  Haven.  I  Chester. 

8  A.  M.— Express  for  Boston,  5.00  A.M.— CommuUtion  (h»i 

stopping    at   Stam-|  New  Uaven. 

ford    and    Bridi{e-i6.15  A.M.— Accommodation  fha 
port  j  New  Uuveii. 

9.10  A.M.— Special     for    PortS.ld  A.M.— Accommodatieufm 

Cbeeter.  j  New  Ilavea 

11.30  A.M.— Accanunodatioo  Ibr  9.36  A.1I.— Expresa  from  New 


Haven,  Stopping  at 
Bridgeport,  Mur- 
walk  and  Stamford. 
IDT  P.M.— Boston  EzpreGs, 
stopping  at  Bridt;o 
porl,  Norwalk  and 
Stamford. 


New  Haven. 
3D0  P.M.-Eiprt!S8   for   New 

Haven,  stopping;  at 

Stamford,  Norwalk 

and  Bridtteport 
4.00  P.M.— Accommodatjoutor 

New  Uavea 
5.00  P.M.— Express  for  Bo8ton,'4.00  P.M.— Special,  from  Port 

stopping  at  N.  Ua-j  Cbeeter. 

▼en.  |4.00  P.M. — Accommodation  &n 

6.35  P.M.— Commutation  forN.j  New  Haven. 

Havea  |0.30  P.M.— Boston       Eipresd, 

6.30  P.M.— Special     for    Portj  stopping  at  Bridge 

Chester.  port,  Norwalk  and 

i  Stamford. 

OEOROK  W.  WmSTLEB,  Jr.,  Sup't 
New  Bmen,  May,  1868. 


Stuart,  Serrell  Sl  Co., 

CIVIL   ENGINEERS, 

Rooms  22,  24,  26  &  27, 

167  Brmdway,  New  Tork. 


Chiklis  b.  Stcart, 
Daniil  Marsh, 


Edward  W.  Ssrrbll, 
Sajidil  MoElrot. 


New  Works  on  Civil  Enjjineerinff. 

THE  PieW  Practire  of  l6>in(;  out  Circular  Curves  f»r  Rall- 
roGds.- By  Jobbi  C.  Traittwimk,  Civil  Bogineer— 2od  edi- 
tion in  pocket-book  form. 

A  n«w  and  rapid  method  of  Calculating  the  Cnbic  Contents  of 
Exeavationa  and  Embankraenta,  by  the  aid  of  Uia^rrame.— By 
John  C.  Trautwine,  Civil  Engineer— with  10  Copper  Plates. 

Price  One  Dollar  each — postaj^e  oo  the  Curves  Three  Cents — 
and  00  the  Exeavationa  aad  Emhankmeiitit,  Six  Cents. 

Tor  sale  by  WILLIAM  HAMILTON, 

Ban  of  the  rranklin  Inetitirtc^ 
Mqr  i,  185&  Phlladaiphit. 


ESTABL.1SHED    1796. 
McAllister  &  Brother,  ■ 

OPTICIANS  and  Dealers  in  MHthoniatical  Instruments,  at 
the  old  cstablinlied  istand,  4S  Oliestnut  street,  Philadelpnia, 
Pa.  Blathematical  Instruincnta  sfparate  and  in  caso«,  Protrac- 
tors, Spacing  Divider*,  Drawing  Pens,  Ivory  Scales,  Taiw  Mea- 
sure, Salometers,  Spy  Glasseit,  .\Iinrot>copes,  S|>ectacles,  Hy- 
droQiMUtrri,  Platlna  I'oiut*,  Macio  Ltuiternii,  «>tc  .  etc  ,  eto. 

Our  Illuiiuatea  auJ  prtcdd  CsUlo^^'Ud  U  Aimub^il  on  tpplloa' 
tico  utd  Mut  bv  Mali  tt9%  OTcttkrye. 


j.>-'«lAi£«_>.a.^i..  , 


nnPC«wPT«; 


r 
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(2»  1     AArk   rkAr^LITTLEMIAMIRAIL- 

«p  1  ,UUU,UIJUroad  company  six 

PER  CENT.  FIRST  MORTGAGE  BONDS  FOR 
SALE. 

Office  OF  Winslow,  Lanier  &  Co. 
No.  52  Wall-8t.,  Oct.  6,  1853. 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
offer  for  sale  one  million  of  their  SIX  PER 
CENT.  BONDS,  with  coupons.  Interest  and  prin 
cipal  payable  in  New  York,  the  former  half-yearly, 
1st  of  November  and  1st  of  May.  They  are  in 
sums  of  S1,000  each,  payable  the  1st  day  of  May, 
1868. 

These  Bonds  are  issued  under  the  express  au- 
thority of  the  Legislature  of  the  State  of  Ohio ; 
and  are  a  part  of  the  SI, 500,000  Loan  authorized 
to  be  issued  by  a  vote  of  the  stockholders,  for  the 
purpose  of  raising  means  to  make  a  double  track ; 
the  greatly  increased  aad  increasing  business  of 
the  road  makes  this  absolutely  necessary. 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Springtteld;  is  now  in  complete 
running  order;  has  cost,  including  equipments, 
stations,  station-houses,  &c ,  up  to  this  date 
$2,708,109  19. 

This  ('ompany  hold  stock  in  the  Columbus  and 
Xenia  Railroad  Company  to  the  amount  of  ^86,- 
000,  which  now  commands  a  premium  of  20  per 
cent.    Also,  in  the  Hillsborough  Road  the  amount 
ofSll,716. 

The  receipts  of  the  Road  have  been  as  follows : 

For  the  year  ending  Dec.  1,  1844 S18.623  36 

For  the  year  ending  Dec.  1,  1845 46,327  58 

For  the  year  ending  Dec.  1,  1846 116,052  02 

For  the  year  ending  Dec.  1,  1847 221,139  52 

For  the  year  ending  Dec.  1,  1848 280,085  78 

For  the  year  ending  Dec.  1,  1849 321,398  82 

For  the  year  ending  Dec.  1,  1850 405,597  24 

For  the  year  ending  Doc.  1,  1851 487-,846  89 

For  the  year  ending  Dec.  1,  1852 526,746  35 

The  receipts  from  Dec.  1, 1852,  to  Sept. 

1,  1853, 10  months  were 644,626  59 

For  the  same  period  year  before 411,797  06 


Increase  in  10  months $132,823  53 

The  position  of  this  road,  being  the  natural, 
shortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  imi>ortant  and  profitable  lines  in  the 
country. 

An  insi>ection  of  a  map  will  show  its  connections 
to  be  many  and  important.  This  road  operates 
the  Columbus  and  Xenia  Road,  and  runs  in  con- 
nection with  the  Cleveland  and  Columbus  Road ; 
in  fact  they  are  now  run  as  one  line  greatly  to  the 
advantage  of  all. 

Regular  annual  10  per  cent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  di- 
vidend of  5  per  cent,  in  1852.  In  1852  two  cash 
dividends  of  5  per  cent,  were  made. 

The  present  surplus  and  reserve 
fund  amounts  to $98,546  10 

The  mortgage  covers  the  entire 

line  of  road,  costing  to  date.. .   2,708,108  19 

To  be  expended  on  double  track, 
&c 1,600,000  00 


Value  of  security $4,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
one  of  the  most  ample  character,  being  a  first  and 
only  mortgage  or  deed  ol  trust  (excepting  one  of 
$100,000  to  the  City  of  Cincinnati)  on  the  Com- 
pany's Road,  Stations,  Franchises,  net  income,  &c., 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  for 
the  bondholders,  with  ample  power  to  take  posses- 
sion of  the  Road,  its  real  and  personal  estate,  fran- 
chises, &c.,  and  to  sell  the  same  to  the  highest 
bidder  for  cash,  if  default  be  made  in  payment  of 
interest  or  principal.  The  mortgage  is  for  $1, 
600,000,  and  cannot  be  increased. 

The  Stock  owned  by  the  Road  in  the  Columbus 
und  Xt^nia  and  Hill8boroa|;h  Haiiwayg  will  much 
more  ihm  yh}'  oQ*  tbe  $100,000  prior  I'm  k>  tUe 


City  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, excepting  this  loan  of  $1,600,000. 

These  Bonds  arc  offered  at  private  sale  by  the 
undersigned.  Agents  of  the  Company. 

Printed  stattmcnts  of  the  affairs  of  the  Com- 
pany, and  any  further  information  relative  to  tlu 
securities,  will  be  given  by 

WINSLOW,  LANIER  &  CO., 
No.  52  Wallst 


Kliuira  Car  Mannfaclory. 


TnK  Undersiffned  is  prepared  to  itiimufkcture  for  Railroad 
Companies,  Passenger,  Baggage,  Cattle,  Freiglit,  Gravisl  and 
Haad  Cars,  also  Baggage  Barrows  an4  Freight  Trucks. 

WM.  B.  EUTTBR. 
Ebnira,  N.  Y.,  Jun«  1, 1853. 


Tbe  Hamilton  Gar  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  onder  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &c. 

Having  arapkfacilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
t«ndance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  AVason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  lo 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Rail  Road  Bridges,  &.c.  made  to  order  at 
short  notice. 

Orders  Respectftilly  Solicited. 
Address,     "  HENRY  SIZER,  Agent, 

Cincinnati  Ohio. 

Office  696  Fifth  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 


Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  manufacture  for  Railroad 
Companies,  Pas*ei)ger,  Bagicage,  Cattle,  Freight,  Gravel  and 
Hand  Carii,  also  Bagga^'e  Barrows  and  Freight  Trucks. 

P.  HUNGBRFORD  &  CO. 
MayniUe,  Ky.,  Sept.  29, 185S.  


Hufty's 

En^necrs,  Ar«bltecta  and  Draftsmea's 

STATIONERY  EMPORIUM. 


1  irHATMAN'S  Turkey  Mill  Drawing  paper,  Trac- 
^  »     ing  paper.  Plan  and  Profile,  Protract<'r8,  Draw- 
Uig  Pins,  Fabere,  Jackson's  and  ether  makers'  Pen- 
cils; Field,  Level,  and  Memorandum  Booke  ol  vari- 
ous patterns;  Mathematical  Instruments,  Tape-linos, 
Mouth  Glue,  Cross  Section  paoer,  TriangUs,  Sabel 
Brushes,  Gum  Bands,  Maiden  Gum,  Red  Tape,  Ink, 
Inkstands  and  Sand,  Water  Colors,  Pallets,  Patent 
Binders  for  letters.  Portfolios,  etc.,  toeether  with  a 
ineral  assortment  of  Stationery  and  Blank  Books. 
Ill  goods  packed  with  care,  and  forwarded  to  any 
hTt  of  the  United  States. 

JOSEPH  HUFTY, 
8uc-ce«orio  H.  L.  Lipman, 
139  Che»(nut  St.,  Ptiiladelphis. 
M»y  l«,  1851. 


Buffalo  Car  Works. 

T0WN8END  &  COIT,  Propnteton. 

WB  are  now  eroctio;  an  extensive  EntablishnMiit  Ibr  tto 
manufacture  of  Railroad  Cars,  which  will  be  ftinuabed 
nrilb  aU  the  conveniencea  known  to  tbe  business,  and  ready  ftv 
operation  by  tbo  1st  day  of  June  next,  at  which  time  w«  wil 
be  ready  to  execute  orders  for  Bagfage,  Box,  Platform  ■■# 
CatUe  Cars,  of  the  most  approved  «tyle  arc*  flniab.  MeaaltaM 
we  are  prepared  to  make  contracts  for  work  to  be  ftniahad 
durinc  the  summer  and  bi. 

TOwnsiN*  *  oon, 
vetoMiT  sa.  un. 


A.  N.  GRAY,  CleTeland,  O., 

j>KCEIVKR  A\D  FORWARDER  ©(  lUilroad 
I  t  Iron,  Chairs  and  Spikes 

AUn,  Cars,  Lcx:oniotives,  and  all  kinds  of  Machi- 
aery  for  Railroad  purposes. 

Oflitx-  next  doT  to  the  Custom  Ilouee,  Main  •<• 

Jan'jnry  \l,  1853. 


SIXTY  MII-ES  DISTANCE  .SA  VEDI-ONLY  THlKTySIX 
AND  A  HALF  UOURS  TO  CHICAGO. 

.MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  the 
Great  Wesf.rit  V.  8  Througii  Mini  -FOR  CHICAGO  AND 
ST.  LOUIf;,  MILWAUKEE,  RACINE  KENOSHA,  and  aU 
l*i>rts  oil  Lake  MichigiiiL — Tliruugh  from  BuOalo  tu  Monroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

Thi>  fotlowiiig  iiu'giiiikinit  uikI  uiH<<iuaUed  ftearaers  from  the 
liiic  betwoeii  Butliilo  mihI  Monroe  : 

EMPIRE  sfT ATE.  J.  Wilso.n,  ConimaDder,  leaves  BuAilo 
Mondays  uml  Tlii!n<days. 

SOUTHERN  MICHIGAN,  A.  D.  Pbbxins,  Commander, 
leaves  Butfolo  Tuesdays  and  Fridays. 

NORTHERN  INDIANA,  L  T.  Pubatt,  Commaodcr,  leaves 
Builiilo  W(Hliiei><liiy»  uikI  SitturdayR. 

One  of  the  atiove  splendid  (Steamers  will  leave  the  Michij^an 
SouUieni  Railroad  Liuc  Dock,  al  9  o'ckxik,  P.  M.  every  day, 
(except  Sui«lays)  and  run  direct  through  to  Monroe  without 
landing,  in  14  hours,  where  the  Lightuuig  ExpresD  Train  will  be 
in  waiting  to  take  passengers  dintt  tu  Chicajfo  in  8  hours  ;  ar- 
riving next  eveuuig  after  leaving  Bulbki. 

THE  LAKE  sSoRE  RAILROAD. 

runs  in  coniiection  with  this  line,  forming  the  ooly  continuous  lino 
of  Railroud  to  Chk»go  and  the  Illinois  River. 

For  ThrcHigh  Tickets,  by  New-York  and  Erie  and  Bufbk>  and 
New-York  City  Railroad  \ia  Buttak>,  i>r  bj-  tbe  People's  Line  of 
Steamboat.o,  Uudbou  River  Railroad  via  AitKui>  aud  Buffalo,  ap- 
ply to 

JOHN  F.  PORTBR,  Agent, 
Na  193  Broadway,  comer  Dcy-st.,  N.  T. 


MONTREAL.  &  NEW  YoRK 

AND 

Plattsburg^h  and  Montreal 

RAILROADS^. 

^^ Open  through  J'rom  Plattsburgh  to  Montreal. ^^ 

PiLsscnger  Trains  leave  Montreal  for  Plattsburg  at  6  30  a.m 
and  5  p.m.,  arrive  at  8  a.m,  and  7.30  p.m. 

Leave  Plattt^burg  for  Montreal  7.30  a.in.  and  4  p.m.,  arrive  • 
10  a.m.  and  6.50  p.m. 

Trains  connet  at  Montreal  with  Steamers  for  Quebec,  and  tbe 
St  Lawruficc  and  Atlantic  Railroad  for  Sherbr<x>ke  aud  inter 
mediate  ^tatioa 

Trains  connect  at  Mooers  Junction  with  Northern  (Ogdens- 
burgli)  Railroad  for  Ogdetistmrgh  and  Lake  Ontario  Steamers  for 
Lewiston,  Niagara  FalU  aud  Up|<er  Caoadia,  and  all  porta  on  th« 
Western  Lakee. 

Trains  connect  at  Plattisburgh  by  St«amer  to  BurIin«rton  with 
Rutland  and  Rurlingtou  Railroad  and  conttecting  lines  for  Troy, 
Albaiiy,  New  York  and  BtJston,  and  all  iutermtxiiate  stations. 
Also  with  steamers  for  Whitehall  to  the  Saratoga  and  Wa«hlnjt- 
tou  Railroad,  and  connecting  lines  of  road  to  Troy,  Albany  a^ 
New  Yojlc 

Passengers  will  find  this  route  uneaqneBed  for  comfbr  and 
dispatch,  and  attended  with  leesfatigue  and  dely  than  any  other. 
It  possesses  moreover  the  advantage  of  a  short  Ferriage  of  only 
fifteen  minutes  across  tbe  River  St  Lawrence  at  Caughnawaga, 
which  has  never  been  known  to  fteeze,  and  can  be  confidently 
rclje<l  upon  at  ail  Keasoiis  of  th«  year. 

IH^Frieght  Tarins  run  daily  each  way. 

For  particulars  sec  Friegbt  and  Passenger  TariC 

JtAOOA-GE  checked  through. 

H.  W.  NELSON,  Superintendcot. 


New  York  and  Erie  R.  R. 

PASSENOIR  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  IbUowB,  Til :— 


m. 


Djlt  Exprbss,  at  6  a.  m.  for  Dunkirk  and  Buf&lo. 

Mail,  at  8ii  ajn.  Ibr  Dunkirk  and  BufliUo,  and  all  intermediate 
stations.  Passengers  by  this  train  will  reinaiu  over  night  at  any 
station  between  Bingbamton  aud  Coming,  and  proceed  the  oext 
morning. 

AccoMMODATios,  at  12.^  p.m.  for  Delaware  and  all  interme- 
diate etatieus.  \ 

Wat,  at  S'i  p.m.  for  Delaware  and  all  intemtedinte  stations. 

Night  Esraass,  at  5  p.  m.  fur  Dunkirk  and  liuOialo. 

Emigrakt,  at  ij  p.m.  for  Dunkirk  aud  all  uitennediate  staticoii. 

Ou  Sundaj-s  only  one  Express  Train— at  b  p.m. 

Tbe  Exprtus  Traius  connect  at  Dunkirk  with  the  Lake  Sbw« 
Railroad  for  Clevtsland.  Cincinnati,  Chieagti,  etc.,  aad  at  Bufialo 
with  flrsl  ciasc  6r-l««<Un  btfciuu9r»  for  Ci«vuliu)d,  SmiUu^,  T«i» 
dc,  Dtftftiit  Iii4  C'ltiv»gtii 

COAi.  HlKOt.  ^l 
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Notice  to  Contractors. 

WARSAW  &  ROCKFORD  RAILROAD. 

THE  |ireliminary  Survcj-sare  now  complete  for 
the  First  Division,  (about  120  miles)  from 
Warsaw,  through  Nauvoo.Oquawka,  Keithsbiurgh, 
Rock  Islaml  and  to  Port  Byron,  including  both 
Rapids  of  the  Mississippi,  and  the  location  pro- 
gressing. The  character  of  the  country  is  such, 
and  the  surveys  so  near  to  any  location  thait  will 
be  made,  that  Contractors  can  satisfy  themselves 
of  the  value  of  the  work  as  well  now  as  hcrf^fter. 
Proposals  are  asked  at  the  Office  of  the  Company 
ID  Warsaw,  Hancock  County,  Illinois,  for  the  con- 
struction of  the  whole  or  part  of  the  road,  either 
by  quantities  or  by  the  mile.  Contract  will  not  be 
made  before  the  1st  of  January,  1864,  and  only  so 
boon  thereafter  as  advantageous  offers  can  be 
made.  The  Company  are  willing  to  make 
general  contract,  (or  cash  or  for  cash  and  securi- 
ties. 

The  route  of  the  road  is  generally  in  the  vaHey 
and  second  bottoms  of  the  Mississippi,  and  t*»e 
work  cat!  be  comi)letcd  very  rapidly.  Tho  road 
is  important  as  one  of  the  improvements  of  the 
niiTigation  of  the  Rapids,  an<l  also  from  its  several 
ftwo  at  least)  connections  with  other  railroads. 
WM.  H.  ROOSEVELT,  I 

President. 
W.  R.  KINGSLEY, 

T.  S.  OSl'mjvjn,  Engineet, 

Consulting  Engineer.  | 

Warsaw,  Nov.  17,  1853.  | 

CORROSIVE  SUBLlxMATK. 

THIS  article  now  extensively  u.^ed  forthe  preserva- 
tion of  timber,  is  ni;inufactur«4  and  for  sale  by 
POWERS  &  VVE1GH[TMA.\, manufacturing  Chem- 
ists. Philadelphia. 

"'  Railroad  iFon. ~       t 

Q  Onn  ■'"O^JS  FIRST  CL.\SS  WELSH  RAIliWAY 
^m\j\J\F  IKON,  to  be  maile  to  any  onlnary  T  J>nttem 
re<iuireil  by  tin'  buyers,  ami  lor  shipnifiitfroin  Xew^xirt,  Wale?, 
in  Derembor,  Janmiry,  and  Man;h  noit,  ai>ply  to  ttie  umler- 
figuail,  for  many  years  connected  witli  the  liirjtfPt  bouse  in  the 
trade  JOHN  U.  AUSTIN  &  CC  , 

44tf  a  lasnm  Court,  Fenuiiurcb  street  London. 


A  Valuable  Farm  in  Illinois 
for  Sale. 

SITUATED  in  the  Vtllasc  of  Seward's  Point  in 
aV'^"i.^i?0Hie/7/ County  7  i  miles  North  of  Uilh- 
borim};h,  about  36  South  of  Springfield  tho  Capital 
of  the  State,  about  18  West  of  tlie  Illinois  Great 
Central  R-iilroad,  about  4  or  6  North  of  the  AUo» 
&  Terre  Huiite  Railroad  and  about  18  miles  West 
of  the  interscr.iion.  of  the  two,  containing  80  acres 
of  rich  prairie  land. 
Apply  by  letter  or  in  person  to  i 

S.  S.  ROCKWELL,        | 
No.  15  South  Second  str.  Williamsburgh. 


To  Railroad  Companies, 

Machinists,  Car  31an- 

ufactui'ers,  etc.,  etc. 

CHARLES  T.  GILBERT, 

NO.  80  BROAD  ST.,  NEW  YORK, 

18  prepared  to  contract  for  furnishing  at  manufac- 
turer'e  prices — 
Railroad  iron. 

Locomotive  Engines, 

Passenger  and  Freight  Carf, 

Car  Wheels  and  Axles, 

Chairi  and  Spikes. 

Orders  arc  invited ;  and  all  inquiries  in  rflatlon  to 

any  of  the  above  articlos  will  receive  immediate  attcn- 

ion 

.^ - — — — ■ ' 1 

India-Rubber  Railroad  Car 
Spring's,  etc. 

THEUNITKD  STATKS  OAR  SPRING  COMPAr^V,  bav- 
in;; cnn>;ilitcd  thcii- new  Factory,  are  inaniii;icfnrin)i;in.I  I'nr- 
ninhins  to  Riti'ronfl  Coiiijmnits,  ami  Car  Builders.  RljBBEIi 
SPRINGS  of  the  best  <inality,  on  tho  ino::t  f.ivortLIo  ttr ni.'. 

Also,  McMullen's  superior  WHITE  HOSE,  net  only  for 
Bajlroad^^,  but  ail  othor  pur{xx;eR,  and  of  any  »\zo  or  t|llitklle»^ 
required.  Offlce  No. '^  Clitfwttoct, 

Aug.  10,  185a        Sm  New  York. 


<.'OVL\GT0x\  &  OHIO  RAILROAD. 

PROPOSALS  will  be  received,  at  the  Office  of 
the  Cov  rgton  and  Ohio  Railroad,  in  Coving- 
ton, until  the  15th  of  December  next,  for  the 
giaduation  and  masonry  of  about  seventy-live 
miles  of  the  above  road  ;  of  which,  the  eastern 
portion,  comprising  fifty  miles,  lies  ncct  west  of 
Covington  ,  and  the  western  portion,  consisting  of 
about  twenty-five  miles,  lies  between  the  Ka- 
nawha River  and  the  mouth  of  Big  Sandy.  A 
large  share  of  the  work  to  be  let — including 
bridging  and  tunnelling — is  heavy  and  desirable, 
and  is  well  worthy  the  attention  of  responsible 
contractors.  The  western  sections  of  the  above 
work  are  ndw  ready  for  examination,  and  the 
eastern  portion  will  be  prepared  for  inspection  by 
the  8th  of  December. 

Further  information  may  be  obtained  on  appli- 
cation at  the  company's  offices  at  Covington  and 
Guyandotte 

Bv  order  of  the  Board, 

CHARLES  B.  FISK, 
Chief  Engineer. 

N.  B.— The  Board  of  Public  Works,  of  Virginia, 
tmder  whose  direction  tho  Covington  and  Ohio 
Riiilroad  i.s  to  be  constructed,  on  State  account, 
will  meet,  at  Covington,  on  the  15th  of  December, 
above  named,  lor  the  purpose  of  receiving  and 
acting  on  the  proposals  that  may  then  bo  offered. 

Nov.  10th,  1853. 


To  contractors. 
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To  Railroad  Companies. 

COLLINS'  PATENT 
VENTILATORS, 

FOR 

Ventilating  all  kinds  of 
Plblic  and  Privatk  Buildings 

Railroad  Cars,  Depots,  etc. 

THE  Siib8Cril>ers  would  invite  the  at- 
fpntion  of  the  public  to  th«  above 
i-elebrated  Patent  Ventilator.  Tbix  Ven- 
tilator is  the  best  on*  now  known  of;  for 
Kivins^a  pure  air  in  roome,  and  ejecting  all  foul  air.  It  has  been 
adopted  by  all  the  principal  Railroad  Companies  and  Car  Fac- 
tories, ami  is  citensivcly  us«<l  for  private  dwellings,  and  lor  the 
cure  of  ^nioky  Chinineys  caiiiiot  be  excelled.  Manufactured  and 
for  sale  by 

BAKER  &.  WILLIAMS, 
No.  406  Market  st.,  Girard  Row, 
Sole  Agents  for  Pennsylvvnia. 

CKRTIFICATKS. 
Engineer  Department  P.R.R.,  AUoona,  Feb.  8,  1863. 
This  is  to  certify  that  Messrs.  Baker  A.  Williams,  of  406 
Market  st,  Philadelphia,  have  fUmitihed  a  large  number  of  Col- 
Ihis'  Patent  Galvanized  Iron  Ventilatoru  for  the  P.  R.R.  Co.,  and 
that  they  have  giveji  every  satisfaction,  acting  lUlly  as  represent- 
ed.    I  consider  them  as  a  necessary  appeiKlage  to  an  Engine 
House.     We  have  them  in  use  thirteen  inches,  and  two  feet  diam- 
3ler,  acting  e(iually  well.    So  well  satisfled  am  I  of  their  useflil- 
ess,  that  the  Engine  Uouses  wc  are  about  building  will  be  i>u|i- 
le<l  with  Uiem  at  every  point  where  a  draft  is  necessary  to  free 
building  of  smoke.  STRICKLAND  KNEASS, 

J^neipal  Assistant  Engineer  P.  R.R.  Co. 
Engineer  Depart.  P.  R.R.  Co.,  Pittsburgh,  May  12, 1853. 
VIossrs.  Backr  it.  Williams, 

Dear  Sirs— The  23  Collins'  Patent  Ventilators  flimished  by  you 
for  the  Engine  House  at  this  place,  ha\e  been  in  use  several 
months  and  their  merits  Imve  beon  ftilly  tested  and  liave  given 
most  perfcct  satisfhction  ;  being  constnictud  on  true  principles 
of  Ventilation,  and  the  workmanship  is  of  a  substantial  and  supe- 
rior character.  Yours  tnily,  OLIVER  W.  BARNES, 
SmiO            Principal  Atsistant  Ertgineer  P.  R.R.  Co. 


Krupp^s 

CKLEBRATED   CAST   STEEL, 

Which  obtained  the  Council  Medal  at  the  London  Exhibition  in 

18aL 

Warranted  unapproachable  aa  to  Quality  and  Site. 

PLATERS  and  other  Cast-Steel  Rollers,  of  any  dimensloiu 
not  exceeding  six  feet  k>ng  by  eighteen  iocbes  diameter. 
Piston  Rods  and  Shnftj  ft-r  Stoain  Engi.iei',  not  excetdiiig  3000 
lbs.  in  weight. 
Railway  nnd  other  Axles,  Cranks,  Spring*  and  Tyroa. 
OujiiioD,  Riflo  and  Oun  Rarrola, 
Muit  and  other  Rolling  Mills 
Orders  received  by 

THOMAS  PROSSER  4&  SON, 

28  Piatt  street,  Now  York. 
^ole  AgenU  fcr  the  United  States. 
JVot>.  19,  18/>3. 


Chief  E.ngineer's  Office,  N.  dt  P.   R.  R.  Co., ) 
Norfolk,  Oct.,  13,  1863.         J 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  office  from  the  3d,  until  the 
16th  day  of  December  next,  at  noon,  for  the  gra- 
duation and  masonry  ofG'l  miles  of  the  Norfolk  & 
Petersburg  railroad  between  the  city  of  Norfolk 
and  Wancit':  Swamp  in  thx  county  oj  Sussex. 

The  line  will  be  divided  into  sections  of  about  4 
miles,  and  bids  will  be  received  fof  one  or  more  of 
said  sections. 

Maps  and  profiles  of  the  line  will  be  ready  for 
inspection  and  specifications  with  forms  of  propo- 
isals  may  be  had  of  the  undersigned  on  and  after 
the  first  day  of  December. 

Payments  will  be  made  in  current  money  during 
the  pr  ogress  of  the  work  in  proportion  of  four- 
fifths  of  the  amount  due. 

As  soon  as  practicable  afl«r  the  examination  of 
the  proposals,  those  to  whom  the  work  will  be  al- 
lotted will  bo  duly  notified,  and  if  deemed  necess- 
ary required  to  give  bond  with  satisfactory  secu- 
rity for  an  amount  not  exceeding  one-tenth  of  the 
amount  of  work  to  l>e  doiio. 

The  company  reserves  the  right  to  accept  such 
proposals  ;is  in  their  judgment  will  secure  the 
prompt  and  faithful  e.\ecution  of  the  work  accord- 
ing to  contract,  or  reject  all,  if  none  are  satisfac- 
tory. 

The  line  is  Ciisy  of  access,  the  country  through 
which  it  passes  is  of  mild  clim.ite  and  abundant  in 
supplies.  Postage  on  all  communicatioiis  must  be 
prepaid. 

W.  MAHONE, 
Chief  Engineer. 

Small  Rails. 

THE  SUBSCRIBERS  manufacture  and  keep  constantly  for 
».ikj.  Light  Railii  of  the  most  approved  patterns,  weighing 
2*2,  25,  28,  40  and  50  lbs  per  yard,  suitable  for  Colliers,  Miners, 
Quarrymenand  Contractors,  or  for  turn  outs,  depot  and  branch 
tracks.  CHARLES  E.  SMITH  &  Co. 

17'I4  Fairmount  Iron  Works,  Piiiludelpbla. 

CHAS.  E.  SMITH.  HEXRV  MORRIS, 

THOS.  T.  TASKER,  ■     WISTAR  MORRIS. 


Drawing^. 

BBLANDOWSKI,  Topographical  and  Orna- 
•  mental  Draughtsman  and  Designer.  Maps 
accurately  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations,fur- 
niiure,  Ibnces  and  ornamental  foundry  work.  Ar 
chitectural  designs.  Drawings  from  nature  care- 
fully prepared. 

References.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  corner  of  Franklin  and 
Center  streets.  New  York.  Also  H.  V.  Poor,  Esq., 
Editor  Railroad  Journal,  and  Zerah  Colburn,  As- 
sistant do. 

Address,  care  of  Railroad  Journal,  9  Spruce 
street  New  York. 


Henry  I.  Ibbotson, 

MANUFACTURER    OF 

FILES   ANO   SAWS, 

Warranted  of  superior  quality. 
Office  and  Warehouse,  218  Pearl  St.,  New  York. 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectfully  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printinq  of  Exhibits 
Tim^-tabUs,  Circulars,  Tickets,  <f>c.,  tf-c. 

J.  H.  SCHUL.TZ  &  CO. 

New  York  AprU  9,  1868. 
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comparison  or  rocte.s. 

It  has  been  stated,  that  if  the  mc^^iih  of  the  Co- 
lumbia be  made  the  terminus  of  the  proposed  road 
on  the  Pacific,  the  northern  route  is  probably  the 
best  way  to  reach  it.  The  point  of  divergence 
firom  this  route  is  in  the  Clark's  river  valley, 
where  that  river  emerges  from  the  hill  country, 
thence  across  the  elevated  prairie  plain  southerly, 
near  to  the  junction  of  the  Lewis'  river  with  the 
Columbia,  and  along  the  Columbia  to  its  mouth 
The  distance  by  this  line  to  Astoria,  although 
^ater  than  to  the  straits  of  De  Fuca,  is  evident- 
ly less,  (as  appears  by  an  inspection  of  the  map,) 
than  by  any  other  line  which  can  bo  projected 
from  Chicago  to  the  same  point,  and  it  is  also 
greatly  superior  in  other  respects.  If  the  ground  be- 
tween the  sources  of  the  Spokane  river  and  Clark's 
river  is  pr^**  "Ucable  it  will  afford  a  shorter  route. 
Tbls^Ti  bos^StSb^SQOt  ae«m  to  be  probable,  judging 
from  thie<^Mtf><*1^flon  of  it  bj  Father  D«  Smet. 


Mr.  Whitney,  who  has  been  very  active  in 
drawing  public  attention  to  the  important  subjtKrt 
of  a  railroad  to  the  Pacific,  after  canvassing  vari- 
ous routes,  came  to  the  conclusion  that  it  was 
best  to  approach  the  Pacific  by  the  valley  of  the 
Columbia,  and  the  route  which  he  approves  is 
represented  on  his  map  by  a  line  drawn  from 
Prairie  du  Chien,  on  the  Mississippi,  in  Wiscon- 
sin, to  the  valley  of  White  river  or  White  Earth 
river,  west  of  the  Missouri,  and  thence  to  the  val- 
ley of  Salmon  river,  and  down  the  latter  and  Lewis 
river  and  the  Columbia,  leaving  the  Columbia  on 
the  west  side  of  the  Cascade  range,  and  from 
thence  bearing  northerly  to  the  main  terminus  on 
Puget  Sound. 

The  objections  to  this  line,  are  the  crossing  of 
the  Mississippi  and  Missouri  at  points  where  both 
are  navigable  by  the  larger  class  of  river  steamers, 
and  where  the  expense  will  be  very  considerable. 
The  overcoming  of  the  Wind  river  or  Black  Moun- 
tains, near  the  head  of  White  river,  in  reaching 
which,  the  line  must  previously  pass  through  a 
very  barren  district  of  some  extent,  known  as  the 
Mauvaise  terres.  The  impossibility  of  maintain- 
ing even  a  tolerably  direct  course,  from  the  Black 
Mountains  to  Salmon  river,  in  consequence  of  the 
direction  in  which  the  tribuUries  of  the  Yellow 
Stone  and  Missouri  flow,  and  the  number  and 
height  of  the  intervening  mountains,  the  high 
tange  of  the  Bighorn  being  among  the  most 
prominent,  and  the  probable  great  expanse  of  ef- 
fecting a  descent  along  the  Salmon  river  valley, 
judging  from  the  descriptions  of  it  furnished  by 
Lewis  and  Clark,  and  others. 

Added  to  this,  the  lino  will  be  longer  undoubted- 
ly, than  the  proposed  route  to  De  Fuca :  a  far 
greater  amount  of  rise  and  fall  must  be  encounter- 
ed, and  it  will  cost  much  more  than  the  northern 
route.  The  country  through  which  it  passes  is 
less  valuable  for  settlement,  and  it  does  not  pre- 
sent the  very  great  advantage  of  a  convenient  con- 
nection with  Lake  Superior,  and  with  the  naviga- 
ble portions  of  the  Upper  Missouri,  the  Clark's 
river,  and  the  Columbia,,  which  is  offered  by  the 
northern  route. 

The  character  of  the  country  through  which 
this  route  must  pass,  after  leaving  the  waters  of 


toria.  This  gentleman  passed,  in  1811,  from  the 
Shayen  river  to  the  hea4  water  of  the  Little  Mis- 
souri, thence  across,  and  along  the  Black  Hills  or 
Mountains  on  the  north  or  west  side,  and  acroM 
the  Bighorn  range  to  Wind  river,  the  main  west 
branch  of  the  Bighorn  river.  From  thence  across 
near  Fremont's  Peak,  to  the  Mad  river  branch  of 
Lewis  river. 

He  describes  the  Black  Mountains  as  an  "  ex- 
tensive chain,  stretching  from  the  Nebraska  or 
Platte  river,  in  a  north-ciuterly  direction,  to  the 
great  north  bend  of  the  Missouri.'  They  are  com- 
posed cbicfiy  of  "  sandstone,"  and  are  in  many 
places  "  broken  into  savage  clifi^s  and  precipices," 
and  were  crossed  with  great  difficulty,  near  the 
sources  of  the  Little  Missouri.  From  an  elevated 
point  in  this  chain,  he  descried,  at  the  distance  of 
150  miles,  "  the  lofty  range  of  the  Bighorn  Moun- 
tains, printing  the  clear  horizon." 

It  is  easy  to  see  from  this  estimate  of  their  dis- 
tance, that  the  Bighorn  Mountains  must  be  very 
elevated,  and  this  is  proved  by  the  diffi- 
culties which  Mr.  Hunt  encountered  in  passing 
them.  After  reaching  them  he  pursued  a  south- 
erly course  along  their  base  for  several  miles, 
searching  for  some  practicable  defile,  but  on  tb« 
3d  of  September,  finding  that  they  "  still  stretched 
onward,  presenting  a  continual  barrier,"  he  en- 
deavored to  "  force  a  passage  to  the  westward, 
but  soon  became  entangled  in  rocks  and  precipi- 
ces which  set  all  efforts  at  defiance."  The  Monn. 
tains  "  seemed,  for  the  most  part,  rugged,  bare, 
and  sterile,"  covered  by  a  few  scatered  pines. 
Under  the  guidance  of  the  Crow  Indians,  he  at 
length  effected  a  passage  "  through  rugged  defiles, 
up  and  down  the  crags  and  steeps  of  the  Moun- 
tains." 

From  thence  be  continued  on  westwardly,  over 
a  "  rugged  region  of  hills  and  rocks,"  and  along 
the  valley  of  the  Wind  river,  which  was  "  rough 
and  destitute  of  trees,  with  few  signs  of  animal 
life,"  passing,  as  above  stated,  across  to  one  of  the 
sotirces  of  Qreen  river,  and  thence  to  the  Lewis 
river  at  the  mouth  of  Henry's  fork,  near  the  three 
Tetons.  When  upon  the  Wind  river,  he  was  in- 
formed that  by  "  following  up  that  river,  and 
crossing  a  single  mountain  ridge,  he  would  come 


White  river,  until  it  reaches  thoee  of  Columbia,  is  upon  the  waUrs  of  the  Columbia,"  a  tributary,  un 
very  fully  pourtrayed  by  Mr.  Hunt,  lo  Irving's  As-ldoubtedly,  of  Mad  river, 
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The  route  next  south  of  that,  of  Mr.  Whitney, 
which  has  been  proposed  for  reaching  the  mouth 
of  the  Columbia,  is  that  usuallj^  followed  by  emi- 
grants to  Oregon,  for  roasuus,  principally,  which 
make  it  objectionable  as  a  route  ibr  a  railroad, 
■^  :  the  ahuost  total  absence  of  timber  for  nearly 
its  whole  extent. 

This  route,  which  is  delineated  on  the  map,  fol- 
lows the  the  valley  of  the  Platte  rifer,  thence 
through  the  soutli  Pass,  across  llie  head  waters  of 
the  Colorado,  and  the  tributaries  of  the  Gn-at  Salt 
Lake ;  thence  into  the  vallies  of  Lewis  river,  and 
the  Columbia  to  the  Pacific. 

The  objections  to  this  route  are  of  a  character 
much  more  serious  than  to  the  one  last  dencribed. 
It  crosses  the  Mississippi  and  Missouri  riversi,  par- 
ticularly the  latter,  at  lower  aud  more  difficult 
points.  The  summit  at  the  south  Pass,  which  is 
7,490  feet,  barometric  measurement,  above  the  sea, 
la  probably  higher  than  that  of  Lewis  Pass  by  up- 
wards of  2000  feet,  if  the  latter  has  not  been  un- 
der-rated. To  the  west  of  the  South  Pass,  at  the 
crossing  of  Bear  Mouutain,  is  another  summit 
700  feet  higher,  and  so  much  higher  than  the  Lew- 
ia  Pass  as  to  give  to  it  a  colder  temperature  in  win- 
ter, notwithstanding  its  more  southern  latitude. 
Even  the  South  Pass  has  probably  as  low  a  tem- 
perature in  winter  as  the  Lewis  Pass,  if  not  lower, 
owing  to  its  geater  elevation  and  to  its  being  far- 
ther removed  from  the  mild  region  on  the  Pacific. 
In  proceeding  westwarl  from  Green  river,  in 
latitude  43**  N.,  the  valley  of  Lewis  river  may  be 
entered  without  crossing  any  intervening  ridge,  or 
ascending  much  from  the  former.  This  route  leads 
tiirough  Pierre's  Hole  in  a  northerly  direction 
along  the  valley  of  Mad  river  to  the  mouth  of 
Henry's  fork,  thence  southerly  to  Fort  Hall,  etc. 
From  the  descriptions  given  of  it  by  Parker,  and 
also  by  Hunt,  it  does  not  appear  to  be  practicable 
for  a  railroad ;  but  were  it  otherwise,  it  would  not 
very  materially  change  the  character  of  this  route 
as  compared  with  others- 

Th«  Lewis  river,  for  much  of  its  distance,  flows 
in  a  deep  chasm,  the  walls  of  basaltic  rock  on 
either  side  being  very  high,  riding  in  one  place, 
for  60  miles,  to  from  100  to  800  feet.  Its  valley 
is,  for  the  most  part,  a  sterile  region  of  volcanic 
rocks  and  barren  sands,  almost  destitute  of  vege- 
tation.     V'  _ 

Col.  Fremont  says  that  for  300  miles  to  the 
west  of  Fort  Hall  "  there  does  not  occur  a  fertile 
spot  of  ground  sufficiently  large  to  produce  the 
necessary  quantity  of  grain  or  pasturage  enough 
to  allow  even  a  temporary  repose  to  the  emi- 
grants." 

He  states,  that "  the  main  river  is  enclosed  with 
mural  precipices,  which  form  its  characteristic 
feature  along  a  great  portion  of  its  course.  A 
melancholy  and  strange  looking  country,  one  of 
fracture  and  violence  and  fire." 

Mr.  Hunt,  in  Irving's  Astoria,  describes  this  re- 
gion as  a  dreary  desert  of  saud  and  gravel,"  a 
"  vast  trackless  plain  destitute  of  all  means  of 
subsistence."  "  Here  and  there  is  a  thin  scanty 
herbage,  insufficient  Jor  the  pasturage  of  horse  or 
buffalo  "  These  "  treeless  wastes,"  he  contmues, 
"  are  even  more  barren  than  the  naked  upper 
prairies  on  the  Atlantic  side,  and  must  ever  defy 
cultivation."  Famham,  when  near  the  Boise  riv- 
er, on  his  way  west,  "  had  not  seen  an  acre  of 
Uai  WQW  leaviuf  Fort  Hall,  capable  of  produc- 


ing the  grains  or  vegetables,"  so  sterile  was  the 
face  of  the  country. 

A  railroad  located  along  this  valley,  instead  of 
pursuing  the  short  route  followed  by  the  emigrants, 
over  the  Blue  mountains,  whidi  by  Col.  Fremont's 
measurement,  are  5000  feet  high  in  the  lowest 
place,  must  follow  the  circuitous  course  of  the 
river.  .This,  with  ,the  gn^at  deviations  from  a 
direct  cpprse  at  other  points,  must  obviously  reu'- 
der  the  entire  distance  very  much  greater  than  by 
the  northern  ro"te. 

Jhis  route,  ^fter  leaving  the  lower  and  only  fer- 
tile portion  0^  the'  valley  of  the  Platte,  passes 
through  a  comparatively  barren  and  impracticable 
region  for  nearly  the  entire  distance  to  the  Blue 
Mountains.  Lieuts.  Turner  and  Hunter,  who 
traversed  jthe  ^Platte  valley  in  1&46,  state  that 
from  Long.*  98^*^  W.  to  Tort  Laramie,  "  the  coun- 
try is  barren  and  desolate,  being  without  timber 
or  grass,  except  on  the  very  banks  of  the  streams 
and  very  little  even  there.  From  Laramie,  for 
some  distance  west,  the  road  runs  over  hills  of 
coarse  gravel."  *  ♦  "  The  only  grass  is  along 
the  borders  of  the  streams,  with  very  little  timber 
any  irhere,  except  on  some  of  the  high  banks, 
which  are  perfectly  inaccessible  to  wagons." 

"  The  Sweetwater  is  bounded  on  both  sides  by 
mountains  of  granite,  frequently  intersected  by 
dykes  of  trap,  not  timbered.  Distance  between 
mountains  on  each  side  20  miles,  but  this  district 
of  country  is  very  barren,  producing  nothing  but 
wild  sage."  "  In  Uie  Puss  there  is  no  timber,  and 
none  in  its  vicinity,  except  on  the  Wind  river 
mountains,  which  are  iuoccessibld  to  wagons." 

The  cost  of  the  road  on  this  route  will  be  vast- 
ly greater  than  upon  the  northern  route,  owing  to 
its  greater  length,  the  absence  of  timber,  the  gen- 
eral character  of  the  surface,  and  the  impossibility 
of  approaching  it  at  any  intermediate  points  with 
materials  for  its  construction,  or  with  provisions 
for  tlie  sustenance  of  laborers.  When  built  it  will 
be  more  experisivo  to  ofM^rate.  It  will  not  pass 
through  a  region  attractive  to  settlers,  and  will 
not,  consequently,  have  the  amount  of  way  busi- 
ness to  sustain  it,  which  will  be  realized  upon  the 
northern  route,  aud  like  the  one  last  described, 
has  not  the  advantage  of  a  connection  with  Lake 
Superior. 

These  are  the  only  routes  proposed,  and  proba- 
by  the  only  ones  practicable,  which  have  a  termi- 
nus on  the  Pacific  in  either  of .  the  territories  of 
Oregon  or  Washington. 

Before  proceeding  to  consider  the  character  of 
the  routes  which  lead  to  the  more  sonthern  Port» 
of  San  Francisco  and  San  Diego,  and  which  more 
naturally,  perhaps,  take  their  departure  from  St. 
Louis,  or  some  point  farther  south,  it  will  be 
proper  to  give  a  gen'^ral  topographical  view  of  the 
country  between  the  Mississippi  and  the  Pacific, 
in  that  direction. 

Between  the  Mississippi  and  Missouri  rivers  on 
the  one  side,  and  the  eastern  base  of  the  Rocky 
Mountains  on  the  other,  lies  a  vast  plain,  hiclined 
at  such  an  angle  as  to  give  to  its  western  edge 
or  border,  where  it  meets  the  mountains,  an  ele- 
vation of  6000  feet,  and  upwards,  above  the  sea. 
The  surface  of  this  plain,  as  a  whole,  is  not 
enough  varied  to  give  to  it  the  character  of  being 
diversified  with  hills  and  valleys  of  any  very 
great  height  or  depth.  It  has  what  is  termed,  a 
rolUag  or  v-  tolating  aorface,  a  character  which  U 


only  interrupted  by  the  many  broad  and  deep  ra- 
vines, through  which  flow  the  numerous  tributa- 
ries  of  the  Mississippi  and  Missouri,  which  h^va 
their  source  in  the  mountains,  and  which  from 
their  great  descent,  amounting  to  from  four  to 
seven  feet  per  mile,  flow  with  great  rapidity,  and 
are,  in  consequence,  so  obstructed  with  bars  and 
shoals  as  to  be  uusuited  for  navigation  ;  and  from 
the  character  of  their  chanuels,  can  probably 
never  be  improved  for  that  purpose,  except  at 
a  cost  not  justified  by  any  resulting  benefit. 

The  eastern  portion  of  this  great  plain,  which  ia 
from  two  hundred  to  three  hundred  miles  ia 
breadth,  is  very  fertile,  U  tolerably  well  supplied 
with  timber,  and  is  capable  of  aflurding  susteLanoe 
to  a  very  large  population. 

The  western  portion  becomes  less  and  less  fer- 
tile as  it  approaches  the  mountains,  where,  from 
its  great  elevation,  and  other  causes,  it  presents  so 
barren  acd  sterile  an  asi>ect,  as  to  have  received 
the  name  of  the  American  Desert.  This  portion  ia 
almost  wholly  destitute  of  timber,  and  ia  many 
places,  is  destitute  of  water,  except  what  is  fur- 
ished  by  the  larger  strams  which  flow  from  the 
mountains.  So  bare  of  timber  is  this  portion,  that 
in  the  valley  of  the  Platte,  for  four  hundred  miles, 
it  is,  from  the  authorities  quoted  above,  almost 
entirely  wanting,  a  ])eculiarity  not  confined  to  that 
river,  *t>ut  is  said  to  be  common  to  all,  and  even 
when  they  lose  this  character  and  are  fringed  with 
trees,  as  is  occasionally  the  case,  the  la.ter  are 
found  to  consist  mainly  of  the  cottonwood,  (popu- 
lus  canadensis,)  which  aflord  :in  inferior  timber, 
and  is  but  poorly,  if  at  all,  adapted  to  the  pupo- 
ses  of  railroad  construction. 

The  Rocky  Mountains,  south  of  Fremont's 
Peak  to  the  Mexican  boundary,  may  be  said  to 
consist  of  two  ranges,  between  which  flow  the  wa- 
ters of  the  Colorado,  which  discharges  into  the 
Gulf  of  California.  The  eastern  or  main  range  on 
reaching  the  Lat.  of  S9°  N.  nearly,  is  accompa- 
nied in  its  course  south  by  another  parallel  range, 
at  no  great  distance  from  it  on  the  east,  and  be- 
tween the  two  lies  the  narrow  valley  drained  by 
the  Rio  Grande,  (or  Bravo,)  Del  Norte,  which,  after 
forming  for  some  distance  the  boundary  between 
the  United  States  and  Mexico,  discbarges  into  the 
Gulf  of  Mexico. 

These  mountains  are  strictly  what  their  name 
denotes,  viz  :  Rocky.  They  are  very  sparely  cov- 
ered with  timber,  irregxilar  in  form,  and  unequal 
in  elevation,  rising  to  a  height  from  9000  to  12000 
feet  above  the  level  of  the  sea,  with  occasional 
peaks  that  rise  to  a  still  greater  height,  and  which 
are  covered  with  perpetual  snow. 

The  valley  of  the  Rio  Grande  Del  Norte  Is  eleva- 
ted at  its  northern  extremity  from  7000  to  8000  feet 
above  the  level  of  the  sea,  and  at  the  i>oiut  where  it 
emerges  from  the  eastern  range  of  mountains  at 
£1  Paso,  its  elevation  is  about  4000  feet  The  de- 
scent of  its  valley  above  £1  Paso  varies  ftom  6  to 
7  feet  per  mile ;  the  river  is,  consequently,  not  nav- 
igable. The  valley  is  narrow  and  has  within  it 
many  fertile  spots,  and  contains  a  Spanish  aud  In- 
dian population  of  several  thousand. 

The  valley  of  the  Colorado  has  a  descent  to  the 
south  even  greater  than  that  of  the  Rio  Grande 
Del  Norte.  Although  narrow  at  first  it  widens  as 
it  proceeds  south,  until  it  occupies  most  <^  the 
space  lietween  the  main  range  of  the  Rocky  Moun- 
tains and  the  Pacific. 
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At  its  source,  in  Lat.43°  N.,  its  elevation  above 
the  sea  is  upwards  of  7000  feet.  Col.  Emery  in- 
forms us  that  "  there  is  little  doubt  of  its  being 
always  navigable  for  steamboats  up  to  within  3  or 
4  miles  of  the  mouth  of  the  Gila,  where  it  is  600 
feet  wide.  He  was  also  informed  that  it  was 
probably  to  a  great  extent  susceptible  of  naviga- 
tion to  a  point  seven  days  travel  up  from  the  junc- 
tion, which  would  bring  it  within  two  or  three 
hundred  feet  of  the  level  of  the  sea  in  Lai.  Si°  N. 
This  gives  to  the  valley  above  an  inclination  on 
the  average  of  nearly  ten  feet  in  the  mile,  and  au 
elevation,  probably,  between  the  latitudes  of  38° 
and  39°  N..  of  about  3000  feet.  Its  eastern  and 
western  border  in  this  latitude  has  an  elevation  of 
4000  to  6000  feet. 

The  mountains  which  bound  it  on  the  west,  like 
those  on  the  east,  are  high  in  places  but  the  chain 
appears  to  be  more  broken.  They  skirt  the  Great 
Salt  Lake  on  the  east,  and  are  there  known  as  the 
Wausatch  range.  From  a  point  near  the  Vegas 
of  Santa  Clara,  in  Lat.  38°  N.,  they  pursue  a  west- 
erly course  until  they  strike  the  high  range  of  the 
Sierra  Nevada,  in  California,  This  latter  then 
foi-ras  the  western  boundary  of  the  Colorado  Basin, 
being  the  only  range  between  it  and  the  Pacific, 
and  can  be  passed  near  San  Diego  at  an  etevation, 
according  to  Col.  Emery,  of  3000  feet 

West  of  the  Colorado  valley,  and  east  of  the  Sierra 
Nevada  Mountains,  and  south  of  the  mountains 
which  form  the  southern  boundary  of  the  valley  of 
Lewis  river,  is  a  wide  space  kr.own  as  the  "  Great 
Basin,"  its  surface  elevated,  as  appears  by  the 
measurement  of  Col.  Fremont,  from  4000  to  5000 
feet  above  the  sea.  The  lowest  Passes  in  tho  Ne- 
vada Mountains  have  an  alevation  nearly  twice  as 
great  as  the  interior  of  the  basin,  and  the  higher 
portions  rival  those  of  the  Rocky  Mountains  in 
height,  their  summits  being,  at  all  seasons,  white 
with  perpetual  snow. 

Between  these  mountains  and  the  sea,  north  of 
Lat.  34,  is  auother  parallel  range  of  mountains, 
which  are  high  and  known  as  the  Coast  Range. 
Between  the  two  lie  the  vallies  of  the  San  Joaquin 
and  Sacramento,  the  former  descending  to  the 
nortli,  and  the  latter  to  tlie  south ;  their  waters 
meeting  in  the  Bay  of  San  Francisco,  which  opens 
to  the  sea  by  a  passage  through  the  Coast 
range,  presenting  a  strait  of  ample  dimen- 
sions easy  of  access,  and  a  sufficient  depth  of 
of  water  in  the  basin,  in  most  places,  for  the  pur- 
poses of  ocean  navigation. 

The  Nevada  Mountains,  on  both  of  their  slopes, 
are  covered  wiih  a  dense  forest  which  extends  in 
places  on  thewest  side,  on  to  the  plains  below. 

The  Coast  range  is  thinly  clothed  with  timber. 
The  vallies  between  are  fertile  and  productive 
wherever  the  ground  can  be  irrigated,  a  method 
of  culture  which  is  necessary,  owing  to  the  almost 
total  absence  of  rain  in  summer. 

Fortunately  in  the  principal  of  th«se  vallies  the 
San  Joaquin,  the  streams  are  numerous,  and  on 
the  side  of  the  Sierra  Nevada,  are  ample  for  the 
purpose. 

East  of  the  Nevada  the  "Great  Basin,"  is  char- 
acterised by  its  sandy  and  barren  plains,  by  the 
number  and  rugged  character  of  the  mountains 
that  are  scatteied  over  its  surface,  by  its  destitu- 
tion of  timber,  by  the  fewness  of  its  frssb  water 
springs  and  streams,  by  its  containing  the  Great 
gait  Lake^  »ai  flftwy  nutor  l«k»s,  aoo^e  ult,  wd 


some  otherwise,  the  most  of  which  have  no  appa- 
rent connection  with  each  other,  and  none  with 
the  sea ;  a  region  where  the  rains  are  limited  and 
the  evaporation  so  great  as  to  drink  up  all  the 
moisture,  leaving  but  little  for  the  sustenance  of 
plants  or  animals. 

To  this  description,  the  country  near  tlio  Great 
Salt  Lake  where  the  Mormons  are  located  is  some- 
what of  an  exception.  In  this  section  there  are 
bome  fertile  strips  of  land  in  the  valleys,  which,  if 
not  naturally  productive,  are  made  so  by  the 
somewhat  expensive  process  of  irrigation.  Aside 
from  this,  the  whole  of  the  Great  Basin  is  a  dreary 
and  probably  irreclaimable  desert,  supporting  but 
ftiw  animals,  and  a  few  miserable  specimens  of  hu- 
manity, the  most  abject  of  the  Indian  race  to  be 
found  anywhere  in  North  America. 

Thornton,  who  passed  through  a  portion  of  this 
barren  waste,  speaks  of  the  "destitution  of  mois- 
ture," describes  its  "sterility  and  dreariness  as 
fearful,  as  though  a  strange  curse  were  brooding 
over  the  whole  scene." — "A  country  which  has 
uutbingof  a  redeeming  character."  "It  was  enliv- 
ened by  the  murmur  uf  no  streams  but  was  a  wide 
waste  of  desolation  where  even  the  winds  had 
died." 

Col.  Fremont,  when  struggling  through  the  deep 
snows  of  winter  on  its  western  border,  under  the 
Nevada  mountains,  was  informed  by  a  Christian 
Indian  that  "the  country  directly  across  to  the 
Great  Salt  Lake  had  repulsed,  by  its  sterility  all 
attempts  to  penetrate  it."  When  traversing,  sub- 
sequently its  eastern  limits  he  states  that  "fertility 
of  soil  and  vegetation  does  not  extend  far  into  the 
Great  Basin,"  that  it  is  "called  a  desert,  and  from 
what  he  saw  of  it  sterility  may  be  its  prominent 
characteristie."  "Humanity  there  appears  in  its 
lowest  form,"  subsisting  on  "seeds,  insects  and 
roots."  "The  rabbit  is  the  largest  animal,"  and, 
"the  wild  sage  the  only  fuel  and  timber,  and  the 
only  covering  often  for  the  feet  and  legs  in  cold 
weather." 

Bryant,  who  passed  centrally  through  this  re- 
gion, from  the  Great  Salt  Lake  by  the  way  of 
Humboldt  or  Mary's  river,  toCalifornia,  thus  speaks 
of  it: 

"A  fine  white  sand,  impalpable  almost  as  ashes 
mingled  with  which  is  a  scorious  gravel,  in  some 
places  soft  and  yielding  to  the  hoofs  of  our  mules, 
iUvOthers  baked  and  compact  almost  to  the  hard- 
Q8SS  of  brick,  are  the  leading  characteristics  of 
the  soil,  if  soil  it  can  be  called."  When  at  the 
distance  of  niaety  miles  the  scene  is  represented 
as  one  of  "dismal  and  oppressive  solitude,"  "no 
voice  of  animal,  no  hum  of  insect  disturbing  the 
tJmb-like  solemnity.  All  was  silence  and  death. 
Like  the  other  elements  sustaining  animal  and  ve- 
getable life,  the  winds  seemed  stagnant  and  para- 
lysed by  the  universal  dearth  around.'  A  vast 
plain  of  70  to  80  miles  in  width,  which  they  were 
compelled  to  cross,  was  "utterly  destitute  of  water 
and  of  vegetables  or  any  sign  that  shrub  or  plant 
had  ever  existed  above  its  snow  like  surface."  In 
other  places,  wild  sage,  grease  wood,  and  a  few 
shrubs  of  smaller  size,  for  the  most  part  leafless, 
"were  the  only  vegetations,  except  at  long  inter- 
vals a  little  grass,  these  mostly  dry,  and  this  only 
in  the  immediate  vicinity  of  the  few  springs  to  be 
met  with,  whose  water  was  often  too  brackish  for 
use."  At  the  distance  of  two  bundled  miles,  after 
tAkios  M  est«oaiT«  view  from  tb«  ittau&it  of  « 


mountain,  he  states  "that  no  words  can  dt^scribe 
the  awfulness  and  grandeur  of  this  sublime  deso- 
lation." At  about  three  hundred  and  thirty  miles 
there  appeared  "little  or  no  variation  in  the  gen- 
eral character  of  the  country  and  its  productions." 
At  450  miles  no  improvement.  The  nearest  moun- 
tains present  the  same  rugged  and  barren  as- 
pect. 

At  575  miles  he  states  that  "every  thins  around 
is  sufficiently  cheerless  and  desolate  to  depress  the 
most  buoyant  temperament.  The  sable  and  utter- 
ly sterile  mountains,  the  barren  aitd  wild  plain,  in- 
capable of  sustaining  either  insect  or  animal,  pre- 
sents a  dreariness  of  acencry  that  would  be  almost 
overpowering  in  its  influences,  but  for  the  hope  of 
more  pleasing  scenes  beyond." 

This  entire  region  is  supposed  at  no  very  remote 
period  to  have  been  under  the  influence  of  volca- 
nic fires,  and  such  doubtless  is  the  conclusion 
which  the  general  character  of  the  surface  would 
seem  to  justify.  But  it  should  be  remembered 
that  time  can  efiect  but  very  slight  changes  in  the 
surface  of  a  country  in  the  absence  of  rain  or  mois- 
ture, and  that  this  element  appears  to  have  been 
almost  entirely  wanting  in  the  region  in  question, 
and  this  is  one  reason  probably  in  common  with  the 
milder  dimate,  why  the  entire  country  tnm.  the, 
eastern  slope  of  the  Rocky  monntains  to  the  Neva- 
da mountain«  exhibits  indications  of  volcanic  ac- 
tion ofa  date  apparently  more  recent  than  is  ob- 
served in  those  sections  where  the  rains  are  fre- 
quent and  the  cold  and  the  frosts  at  times  severe. 

The  change  in  the  face  of  nature  which  in  ano- 
ther climate  would  be  effected  in  a  short  period, 
would  here  take  years  to  accomplish,  owing  to  the 
almost  entire  absence  of  the  cauaes  by  which  such 
changes  are  produced. 

The  region  lying  south  of  the  Great  Basin  and 
west  of  the  Colorado,  extending  to  the  Nevada 
mountains,  and  in  the  vicinity  of  San  Diego,  ap- 
proaching near  to  the  Pacific,  is  less  mountainoua 
but  equally  barren  and  sterile.  Colonel  Emory, 
who  was  one  of  the  gallant  band  who  accompanied 
Gen.  Kearney  in  his  march  to  California  and 
whose  attention  to  the  physical  characteristics  of 
the  country,  and  care  and  perseverance  in  deter- 
mining the  astronomical  positions,  and  elevations  of 
numerous  poinu  on  the  route  under  the  privations 
ofa  forced  march  through  a  hostile  and  most  in- 
hospitable region,  is  worthy  of  remark  and  com- 
mendation, says  after  reaching  the  mountains  west 
of  the  Colorado,  that  the  "desert  over  which  wehad 
passed  from  water  to  water,  is  an  immense  triau- 
gular  plain ,  bounded  on  one  side  by  the  Colorado,  on 
the  west  by  the  Cordilleras  ofCalifomia,on  the  south 
by  the  Tecati  chain  of  mountains  and  the  Colora- 
do motmtains."  On  the  nortir  its  boundaries  are 
undefined  but  he  supposes  "from  accounts  of  trap- 
pers and  others  who  have  attempted  the  passage 
from  Califoruia  to  the  Gila  by  a  more  northern 
route,  that  it  extends  many  days  travel  beyond 
the  chain  of  barren  mountains  which  bound  the 
horizon  in  that  direction.' 

This  desert,  he  states,  is  "chiefly  covered  with 
floating  sand,  the  surface  of  which  in  many  places 
is  white  with  diminutive  spinelas  and  every  where, 
over  the  whole  surface,  is  found  the  large  and  aofl 
muscle  shelL" 

The  valley  of  the  Qila  for  i^  least  one  hundred 
miles  ea^t  of  the  Colorado  appears  to  be  of  a  simi- 
lar character.    H«  Mt;y«  tb*( "  wUer^ver  we  moua(. 
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ed  with  black  basalt, 

growth  of  Lar^a.     Now  and  then  a  single 


ed  to  the  table  lands  to  cut  off  a  bend  of  the  river, 
we  found  thcin  dreary  beyond  desctiption,  cover- 
with  a  few  intervals  of  dwarf 
acacia 
raised  its  solitary  form  and  displayed  its  verdure 
in  the  black  expanse."     Again  "the  ground  as  far 
as  the  eye  can  reach  is  strewed  with  black  shining 
well  rounded  pebbles.  The  Larrea  even  wa.s  scarce- 
ly seen,   and   dreariness  seemed  to  mantle   the 
earth.     The  dost  rose  in  volumes  as  the  party  ad- 
vanced."    "The  hills  and  niount-iins  appeared  en- 
tirely destitute  of  vegetation."  As  they  approached 
the  Colorado,  the  table  laiidsand  plains  were  almost 
entirely  of  sanJ."     "Sand  hills  flank  both  sides  of 
the  Gila   formed  by   sand   brought  down   by  the 
winds  from  the  valley  of  the  Colorado,"  "the  course 
of  the  Colorado  was  tracked   by  clouds  of  flying 
sand.     West  of  this  great  sand  plain,  in  the  moun- 
tains near  San  Diego,  the  country  is  still  destitute 
of  vegetation.     When  in  the   midst  of  the  moan- 
tains  he  states   that   "barrenness  and  desolation 
still  hold  their  reign,"  and  that  the  "barren  waste" 
extends  to  the  very  shores  of  the  Pacific. 

Col.  Fremont  who  traversed  this  region  from 
.  Walkera  Pass  in  the  Nevada  mountains  to  the  Ve- 
gas of  Santa  Clara,  flvo  hundred  and  flfty  miles, 
also  describes  it  as  being  little  better  than  a  san- 
dy desert,  a  region  of  loose,  heavy  sapds,"  "hot 
and  yellow,"  in  which  the  traveller  "suffers  from 
an  intolerable  thirst,  "where  the  heated  air  seems 
to  be  entirely  deprived  of  moisture."  "A  desolate 
and  revolting  country,  where  lizards  were  the  on- 
ly animals,  and  the  tracks  of  the  liz.ard  eaters  the 
principal  sign  of  human  beings."  Other  authori- 
ties concur  in  giving  to  this  portion  of  the  vAlley 
of  the  Colorado  a  similar  character.  This  whole 
region  in  fact  including  the  Great  Basin  being  oear. 
yl  or  quite  destitute  of  water,  ia  irreclaimable 
even  by  irrigation  and  must  forever  remain,  proba- 
bly, the  Sahara  of  North  America. 

The  vast  region  lying  to  the  east  of  the  Great 
Baain  and  the  southern  part  of  the  Colorado,  iu- 
cludiog  the  Rocky  mountains  and  what  has  here- 
tofore been  designated  on  the  Maps  as  the  "Ame- 
rican Desert"  on  their  ea.^tern  slope,  although  not 
presenting  so  meliincholy  and  forbidding  an  as- 
pect as  the  portion  west  of  the  Colorado,  is  still 
in  a  great  measure  a  barren  waste,  made  up  of 
sterile  plains,  and  mountains  of  naked  rock 

Col.  Emory  whose  route  was  by  the  way  of 
Bents  Fort  and  Santa  Fe,  thence  down  the  valley 
of  the  Pel  Norte  and  across  to  that  of  the  Gila, 
states  that  "the  country  from  the  Arkansas  to  this 
point  (junction  of  the  Gila  with  the  Colorado) 
more  than  twelve  hundred  miles,  in  its  adaptation 
to  agriculture  has  peculiarities  which  must  forev- 
er stamp  itself  upon  th9  population  which  inhab- 
its it."  "In  no  part  of  this  tract  of  land  can  the 
rains  of  heaven  be  relied  upon  to  any  extent  for 
the  cultivation  of  the  soil.  The  earth  Is  destitute 
of  trees  and  in  great  part  also  of  any  vegetation 
whatever. 

A  few  feeble  streams  flow  in  different  directions 
from  the  great  mountains,  which  in  many  places 
traverse  this  region.  These  streams  are  separated 
sometimes  by  plains  and  sometimes  by  mountains 
without  water,  and  without  vegetation,  and  may 
be  called  deserts,  so  far  aa  they  perform  any  use- 
ful part  in  the  sustenance  of  human  life.  The  cu' 


narrow  strips  of  laud  which  are  within  the  level  of 
the  waters  of  the  streams,  and  wherever  practised 
in  a  community  with  any  success  or  to  any  extent 
involves  a  degree  of  subordmation  and  absolute 
obedience  to  a  chief,  repugnant  to  the  habits  of 
our  people." 

The  region  thus  described  is  applicable  not 
merely  to  the  portion  passed  over, but  to  the  whole 
of  New  Mexico.  The  province  ofChihua-hua  in 
the  Mexican  territory,  and  California  as  far  north 
as  the  Sacramento,  all  of  which,  he  states,  are,  as 
far  as  the  best  information  goes,  "the  same  in  the 
physical  character  of  their  surface,  and  differ  but 
little  in  climate  or  products." 

Col.  Emory  "made  many  inquiries  a.s  to  the 
character  of  the  vast  region  of  country  embraced 
in  the  triangle  formed  by  the  Colorado  of  the  West, 
the  Del  Norte  and  the  Gila."  From  all  that  he 
could  learn,  this  country  "does  not  differ  material- 
ly in  its  physical  character  from  New  Mexico,  ex- 
cept perhaps  being  less  denuded  of  soil  and  vege- 
tation. 

The  sources  of  the  Salinas,  the  San  Francisco, 
Ariel  San  Carlos,  and  Prieto,  tributaries  of  the 
Gila  take  their  rise  in  it.  About  their  head  waters 
and  occasionally  along  their  courses  are  presented 
sections  of  land  capable  of  irrigation."  "The  whole 
extent,  except  on  the  margins  of  the  stream  is 
said  to  be  destitute  of  forest  trees." 

Famham  who  crossed  the  upper  portion  of  the 
Colorado  valley  from  St.  Vrains  Fort  to  Salt  Lake 
describes  it  as  a  "desert  of  arid  plains  and  minor 
mountains,"  the  "great  grave  of  vegetation. "  The 
face  of  the  country,  even  in  the  valley  of  Green 
river  is  a  "dry,  barren  and  undulating  plain."  He 
could  And  nothing  in  nature  from  which  to  derive 
a  pulse  of  pleasure,  nothing  "save  the  vastness  of 
desolate  wastes,  the  tombs  of  the  washings  of  the 
floods!"  The  course  of  the  Grand  river,  to  the 
point  where  he  crossed  it,  was  nearly  due  west. 
From  thence,  according  to  Kelly,  a  man  who  was 
fsmiliar  with  its  course  and  that  of  the  Colorado 
it  "continued  in  a  west  by  north  course  for 
one  hundred  and  sixty  miles  where  it  breaks  thro' 
the  Anahuac  ridge."  The  cliffs  at  this  point  on 
botli  sides  are  "several  hundred  feet  high  and  over 
hanging  within  them  is  a  series  of  cascades  which 
roar  like  Niagara,  when  the  river  is  swelled  by 
the  freshets  of  June."  After  passing  this  point 
it  moves  with  a  "dashing,  foaming  current"  to 
where  It  meets  with  Green  River  and  forms  the 
Colorado  of  the  West.  "From  the  junction  of 
of  these  branches,  the  Colorado  has  a  general 
course  from  the  north  east  to   the  south  west,   of 

seven  hundred  miles  to  the  Gulf  of  California. 

Four  hundred  of  this  seven  hundred  miles  is  on 
almost  unbroken  chasm  with  perpendicular  sides 
hundreds  of  feet  in  height,  at  the  bottom  of  which 
the  waters  rush  in  continuous  cascades." 

'The  country  on  each  side  of  its  whole  course 
is  a  rolling  desert  of  brown,  loose  earth  on  which 
the  rains  and  dews  never  fall." 

This  description,  he  says,  was  confirmed  by  ma- 
ny persons  at  Fort  David  Crocket,  and  susUuns 
fully  the  general  description  by  Col.  Emory. 

It  is  also  confirmed  by  the  testimony  of  Dr.  Ly- 
man, who  travelled  in  1841  fVom  Santa  Fe  to  Up- 
per California.  For  the  first  one  hundred  and  fifty 
miles  to  the  Rio  San  Juan,  the  pasturage  and  wa- 
ter were  both  good  upon  the  mountain  sides  and 


Uvatiou  of  the  earth  is  therefore  confined  to  those  ralliea.    After  crossing  the  San  Juan  in  about  Ut 


38°  N.,  and  continuing  along  the  Grand  to  the 
Green  River  tributaries  of  the  Colorado,  he  states, 
that  "'the  country  becomes  generally  sterile  and 
broken  in  every  direction  by  deep  ravines  with 
perpendicular  banks,  opposing  almost  insurmount- 
ablcobstaclea  to  the  traveller's  progress,  compelling 
him  to  search  many  days  before  he  can  find  a  fea- 
sible passage." 

He  states  that  the  water  in  nearly  every  instanc« 
west  ofthe  Colorado  to  the  California  mountains, 
a  distance  of  seven  hundred  to  eight  hundred 
miles,"  is  either  very  brackish  and  slimy  or  so  ex- 
cessively saline  as  to  have,  in  many  instances,  a 
fatal  effect  on  animals  and  men."  In  some  few 
instances  good  water  was  found.  Sometimes  the 
vast  barren  plains  were  destitute  of  any  water, 
having  hardly  a  blade  of  grass,  or  a  square  mile 
of  surface !  Occasionally  wild  sage  was  found 
and  this  and  the  stems  of  e(iually  naked  bushes, 
were  the  only  food  for  animals.  Occasionally,  al- 
so, a  few  diminutive  ''cancs"  and  sand  grass  were 
found  in  the  dry  beds  of  rivers,  "over  these  dread- 
ful wastes  scathed  of  God,  was  scattered  the 
wild  squash  which  only  served  to  tantalize  the 
perishing  traveller  with  the  remembrance  of  fVuit- 
fnl  fields  yd  pleasant  homes." 

In  journeying  down  the  Colorado  the  traveller 
"comes  to  a  spot  called  Santa  Clara  where  a  lit- 
tle herbage  and  water  are  found.     Near  this  point 
the  banks  rise  and  the  river  is  buried  deep  in  roar- 
ing chasms.     The  traveller  ascends,  therefore  to  a 
point  called  the  Salt  mountain  and  thence  descends 
to  Las  Vegas  where  there  are  about  one  hundred 
acres  of  salt  gras.s.     There  a  desolate  plain  com- 
mences and  extends  about  one  hundred    miles, 
partially  covered  with  loose  sand  piled  into  ridges, 
curiously  waved  over  the  general  surface  and  in 
the  ravines,  whirled  by  the  winds  Into  a  great  va- 
riety of  fantastic  forms.     These  ravines  are  very 
numerous  and  deep,  very  difficult  to  ascend  and 
descend ;  parched  caverns  into  which  the  drifting 
san  is  are  driven   by  the   heated  winds.     On   all 
this  plain  there   is  no  vegetation  except  a  little 
salt  grass  on  the  margin  of  a  few  stagnant  poolj 
of  brackish  and  sulphuroas  waters."  Frouithonce 
to  the  California  mountains   the   soil   was    quite 
hard,  the  water  continued  the  same  and  the  whole 
face  ofthe  country  equally  devoid  of  vegetation. 
Such  being  the  general   character  of  the    coun- 
try, the  capacity  of  the  several   streams  for  sup- 
plying tlie  means  for  irrigation,  becomes  an  im. 
portant    element    in    estimating    the  population 
which  can  l>e  sustained  within  Its  limits. 

Col.  Emory  measured  the  Del  Norte  at  TomI 
lat.  36°  48'  N.  and  found  it  thirty  yards  wide  on- 
ly at  the  surface,  and  averaging  les.s  than  two  feet 
in  depth.  This  was  its  entire  section  on  the  first 
of  October,  except  two  zequiaa  or  channels  for  ir- 
rigation of  9  by  2  feet  each,  at  a  place  distant 
three  hundred  miles  in  a  direct  lino  from  its 
source !  At  the  Pimos  village,  the  waters  of  the 
Gila,  over  three  hundred  miles  from  its  source 
were  entirely  abstxacted  fVom  their  bed  by  the  ze- 
quias  formed  for  irrigation !  The  Great  Colorado 
of  the  west,  at  the  place  where  it  was  forded  by 
Gen.  Kearney  below  the  mouth  of  the  Gila  was  on- 
ly 1600  feet  wide  on  the  25th  of  November.  Its 
greatest  depth  in  the  channel  wag  only  four  feet, 
and  it  flowed  at  the  very  moderate  rate  of  \}4 
miles  per  hour ! 
Altogether  equal  to  a  volnmt  pf  water  two  huar'^  •• 
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dred  feet  wide,  and  20  feet  deep  ruDning  at  the 
■low  rate  of  one  and  a  half  miles  per  hour,  for  tht 
drainage  of  80,000  square  miles  of  surface,  Icsf 
probably  than  one  seventieth  part  of  the  drainagr 
from  the  same  extent  of  surface  on  the  slopes  o\ 
the  AUeghanies  between  the  same  latitudes. 

To  what  degree  this  amount,  small  as  it  is,  would 
be  reduced  by  the  increased  evaporation  .and  ab- 
sorption consequent  upon  the  diversion  of  the  wa- 
ters of  the  main  rivers  and  their  tributaries  to  any 
very  considerable  extent  for  irrigation,  will  b< 
left  to  others  to  estimate.  It  will  be  found,  doubt- 
less, that  the  population  which  can  be  sustained 
will  not  depend  solely  upon  the  extent  of  surface 
which  is  "within  the  level  of  the  waters  of  tht 
streams,"  but  will  be  governed  also  by  the  quan- 
tity of  water  which  the  streams  are  able  to  fur- 
nish. 

Whatever  portion  of  the  surface  can  thus  be 
rendered  available,  and  it  must  be  very  limited, 
it  is  very  certain  that  the  more  desirable  and  ac- 
cessible regions  to  the  north  will  be  first  occupied, 
and  that  they  will  contain  and  support  a  popula- 
tion manifold  greater  on  a  given  surface,  whose 
pursuiUswill  be  of  a  character  to  contribute  in  a 
much  greater  degree  to  the  support  of  expensive 
means  of  intcr-communication. 

To  bo  continuod. 


PmsBlait  Ratlvray  Aocoanta. 

The  oflScial  survey  for  the  year  1852,  just 
published  by  the  Prussian  Government,  gives  a 
statement  of  averages,  highly  interesting  to  the 
public,  as  affording  a  means  of  comparing  the 
management  of  railway  business  here  and  abroad. 
In  the  subjoined  summary  the  Prussian  calcula- 
tions are  reduced  to  English  measure  and  currency. 
— Total  length  of  railway,  1803  miles,  including 
466  miles  of  double  line.  Gost  per  mile  £12,852 
including  £1,556  for  locomotives,  carriages  &c 
Maximum  £26,720 ;  minimum  £6,040.  Average 
number  of  locomotives,  three  for  every  10  miles ; 
of  passengers'  carriages,  7  ;  of  vans  and  wagons, 
reckoned  as  four-wheeled,  67  per  10  miles  of  rail. 
Average  run  per  locomotive  in  the  year,  13,291 
miles.  Consumption  of  fuel,  9  cubic  feet  of  wood 
and  3,250  lbs.  of  coke  per  100  miles  of  journey. 
Maximum  of  wood  alone,  810  cubic  feet,  and  of 
coke  alone,  4,529  lbs.  per  100  miles  of  journey. 
Average  distance  of  pa.ssengers'  journey,  27J'3 
miles,  of  transport  of  gootls,  47  8-10.  Average 
passenger's  fare,  eighty-eight-hundredths  of  a 
penny  per  mile,  or  Is.  4d.  per  100  miles ;  average 
freight  per  ton  of  goods,  13s.  5d.  per  100  miles; 
Receipts  :  for  fares  and  passenger's  luggage  £561 
8«.;  for  freights  of  good  and  cattle,  £763  6s.;  for 
sundries,  £60  6s.;  total,  £1,375  per  mile  of  line. 
Expenses  £637  per  mile  of  line.  Of  this  sum,  32 
jKT  cent,  for  superintending  the  line  and  stations, 
b%  per  cent,  for  directorship  and  general  manage- 
ment, 62J.^  per  cent,  for  cost  of  transport.  Gros.s 
expense  equal  to  A^)/^  per  cent,  of  gross  income. 
Average  cost  of  superintending  line  and  stations, 
and  of  general  management  and  directorship  £238 
16  s.  per  mile  of  line.  Average  cost  of  transport, 
£8  18a.  6d.  per  100  miles  of  journey.  Total  cost, 
£15  12s.  2d.  per  100  miles  of  journey.  Surplus, 
£738  8s.  per  mile  of  line,  or  b%  per  cent  of 
capital  invested.  Reserve  fund,  £221  12s.  per  mil« 
of  line.  Maximum  dividend  paid  :  Magdeburg- 
Leipsick,  20  per  ct;  Upper  Silesian  line,  10  per  ct. 

"Wheat   forwrarded    over    Mlcliigan    Ccmtral 
Railroad. 

The  transjwrtation  of  wlieat  over  the  Michigan 
Central  road  for  the  month  of  September  was  309,- 
637  bushels.  The  largest  shipment,  42,779  bush., 
was  from  Kalamazoo;  the  next,  of  28,916  bush., 
from  Jackson.  The  wboU  araouut  moved  in  Sep- 
tember 1852,  was  160,049  bushels,  showing  again 
during  the  present  season  of  nearly  100  per  ceot. 
over  thttoflMtjew.  :■■-..  ■-■-.-^ 


Grand    Trunk    tilne    of    Canada--PoIltleal 
▼a.  Coittoiercial   Rentes. 

We  copy  the  following  correspondence  from  a 
recent  number  of  the  Halifax  Su%%    :"■' 

Quebec,  Sept.  28d,  1853. 
To  the  Hon.  Francis  Hincks. 

My  Dear  Sir: — The  success  which  has  thus  far 
attended  our  united  efforts  in  promoting  the  con- 
struction of  a  great  line  of  railway  from  Lake  Hu- 
ron to  the  Gulf  of  the  St.  Lawrence,  induces  me 
not  to  abandon  the  hope  that  we  may  yet  succeed 
in  uniting  the  Lower  Provinces  with  Canada  by  a 
continuation  of  the  Main  Trunk  Road  from  Riviere 
du  Loup,  through  New  Brunswick  and  Nova  Sco- 
tia, to  the  Atlantic. 

Our  acquaintance  as  you  know,  began  with  the 
Quebec  and  Halifa.x  project,  and  my  partners  feel 
with  me  a  degree  of  national  pride  in  endeavoring 
to  carry  out  tliat  im]>ortant  work,  so  as  to  give  to 
Canada  and  the  other  Colonies  an  Atlantic  )»ort  of 
their  own  I  feel  absured  that,  with  your  able  as 
sistance;  it  may  yet  be  accomplished. 

Largely  as  we  are  interested  in  Canadian  rail 
ways,  you  know  that,  for  any  mere  purpose  of  our 
own,  Portland  has  a  splendid  seaport,  0|>en  at  .all 
seasons  ;  but  we  have  a  strong  desire  to  see  the 
North  .\mcrican  Colonies  connected  together  by  a 
railway  through  their  own  territories,  terminating 
at  Halifax. 

Having  just  returned  from  New  Brunswick, 
where  I  had  an  opt>ortunity  of  ascertaining  the 
feeling  in  that  Province,  and  having  tfeere  met 
several  of  the  leading  men  from  Nova  Scotia,  I 
have  now  to  suggest  a  course  by  which  I  hope  to 
see  the  proposed  railway  constructed. 

Nova  Scotia  and  New  Brunswick  may,  I  think, 
be  looked  to  for  a  subsidy  of  £20,000  sterling  per 
annum,  say  £40,000  from  both  together,  for  as 
long  a  period  as  would  purchase  3j=^  terminable 
annuities. 

If  Canada  will  vote  £30,000  sterling  per  annum, 
the  Imperial  Government  would,  I  have  no  doubt, 
contribute  a  like  amount  annuslly  and  at  the 
same  time  guarantee  the  aunuitics  to  be  ere 
ated  on  the  strength  of  the  annual  amounts  so 
votod. 

The  Grand  Trunk  ought  to  assume  whatever 
surplus  might  be  required  to  complete  the  line; 
if  necessary,  make  any  such  surplus  a  preference 
stock. 

In  the  event  of  my  sugg  stions  meeting  the  ap- 
proval of  yourself  and  colleagues,  immediate  steps 
should  be  taken  to  communicate  with  his  Excel- 
lency, the  Governor  General,  and  enlist  his  Lord- 
ship's co-operation,  which  I  am  sure  he  will  gladly 
afford,  in  bringing  the  matter  again  under  the  con- 
sideration of  the  Imperial  authorities.  . 
Believe  me,  my  dear  sir, 

Yours  faithfully, 

WILLIAM  JACKSON. 

In  connection  with  the  above,  is  a  letter  from 
Mr.  Jackson  to  the  Lieutenant  Govenor  of  Nova 
Scotia,  in  which,  referring  to  the  letter  addressed 
to  Mr.  Hincks,  he  says — 

"  I  have  taken  this  course  advisedly  ;  and  hope 
to  work  out  a  great  result — unless  the  Grand 
Trunk  of  Canada  take  up  the  whole  system,  Nova 
Scotia  will  for  years  be  debarred  from  making  Hal- 
ifax the  great  mart  of  the  east — for  Maine  is  una- 
able  to  make  her  lines  ;  she  can  give  no  State  aid, 
and  her  cities  and  citizens  are  too  poor;  and  Brit- 
ish capital  can  not  be  got  to  aid  her." 

We  have  frequently  taken  occasion  to  refer  to 
the  railway  movements  in  the  British  Provinces, 
for  the  purpose  of  pointing  out  the  danger  there 
was,  that  the  system  which  they  were  proposing 
to  themselves  would  take  its  character  and  gene- 
ral features  from  pulttical,  rather  than  commercial, 
considerations,  and  the  disastrous  consequences 
which  must  result  from  overlooking  the  only  safe 
guiding  principle  in  the  construction  of  public 
works. 

Rallwajra  art  portly  C9mv%$reial  tsterprlaes,  aad, 


should  be  undertaken  only  when  there  is  a  pros- 
pect of  a  direct  remunerative  return  upon  their 
cost  from  their  traffic.  The  inability  to  show  a 
prospective  income,  should  be  taken  as  a  conclu- 
sive reason  against  a  project.  It  is  the  only  rule 
tliat  can  protect  the  public  from  loss,  and  individ- 
uals from  ruin.  People  do  not  build  railroads 
from  motives  of  philanthropy,  nor  out  of  kindness 
to  a  particular  locality,  any  more  than  they  build 
ships,  and  steam  engines,  without  some  useful  and 
proJitabU  end.  A  g(K)d  reason  is  always  supposed,, 
though  it  may  not  always  exist.  The  chief  cause 
of  the  success  of  railroads  in  the  United  States,  has 
been  owing  to  the  fact,  that,  as  a  general  rule 
they  have  been  undertaken  precisely  as  have  been 
other  branches  of  business,  and  not  till  a  good 
case  of  proJU  has  been  made  out.  Both  the  State 
and  National  Governments  ignore  all  connection  or 
interference  with  them,  and  the  i^eople,  left  en- 
tirely free  in  the  premises,  act  from  a  sen.*te  of  self- 
interest  alone,  which  in  ordinary  affairs  is  the  only 
safe  guide. 

In  the  Provinces,  this  principle,  which  has 
saved  the  railroad  interest  of  this  country,  exert* 
only  a  limited  and  partial  influence.  In  the  fir.^t 
place,  the  need  of  railways  is  very  slight,  compared 
with  what  is  felt  in  the  United  States.  The  settle- 
ments in  the  Loircr  Provinces,  are,  with  a  very 
few  excejition.?,  upon  tide  water.  They  have  al- 
ready the  best  possible  means  for  sending  their 
products  to  market.  The  settled  portion  of  Cana- 
da is  confined  to  a  narrow  strip  of  fertile  land  on 
the  banks  of  the  St.  Lawrence,  which  is  now  nav- 
igable its  whole  length  ;  so  that  railroads  either 
in  the  Upper,  or  Lower  Provinces,  would  not  ef- 
fect any  considerable  change  in  the  present  routes, 
or  modes,  of  transportation  of  projKjrty ;  both  of 
which  are  well  adapted  to  the  wants  and  conven- 
ience of  the  great  mass  of  the  people. 

The  desire  to  build  railroads  in  the  Provinces, 
therefore,  have  not  grown  out  of  that  urgent  and 
well  defined  want,  which  generally  lies  at  the  foun- 
dation of  the  projects  in  the  United  States.  They 
have  been  undertaken  rather  in  imitation  of  this 
country,  than  for  other  reasons.  The  Provincials, 
seeing  the  wonderful  progress  of  their  neigh^rs, 
naturallj'  ascribed  it  to  the  most  obvious  cause, 
railroads,  and  have  undertaken  these  works  as  a 
means  to  secure  similar  results,  overlooking  the 
fact  that  with  us,  railroads  were  results  of  causes 
that  only  exert  a  limited  farce  with  them.  The 
primary  impulse  being  a  different  one,  it  was  rea- 
sonable to  expect  that  different  aims  and  object* 
should  control  the  routes,  and  mode  of  construc- 
tion. 

As  the  want  of  railroads  was  too  little  felt  to 
enlist,  to  any  consiJerable  extent,  private  capiul 
ill  their  construction,  the  necessity  of  providing 
the  rcfjuisitc  means,  as  well  as  the  management  of 
the  enterprises,  devolved  upon  the  Provincial 
Government  As  goverments  are  not  organized 
for  the  puq)08e  of  engaging  in  ammercinl  enter- 
prises, it  is  natural  that  political  considerations 
should  exert  a  paramonut  infiuence  in  their  man- 
agement of  railroads,  as  in  other  affairs.  It  is  not 
too  much  to  say,  probably,  that  the  Grand  Trunk 
line  was  planned,  and  is  being  executed,  rather  as 
a  political,  tliau  commercial  measure,  as  a  means 
of  promoting  more  intimate  political  and  social 
relations  between  the  Provinces,  ending,  it  waa 
hoped,  la  ibt  oonMlldation  of  the  wholt  into  en# 
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governmenL  This,  from  the  first,  has  been  held 
oat  to  the  public,  as  the  grAnd  object  of  this  work, 
and  it  is  apon  the  strength  of  this  sentiment,  that 
Mr.  Jackson  relict  for  saccess,  in  extending  the 
road  to  New  Brunswick  and  Nova  Scotia,  aroand 
the  northern  frontier  of  the  State  of  Maine. 

We  mast  expect  that  the  Provincials,  lacking 
these  guiding  influences  which  have  been  the 
great  safeguards  in  the  United  States,  will  commit 
some  prettj  serious  mistakes.  As  a  eoveniment 
work,  a  -ailroad  from  Quebec  to  Lake  Huron, 
with  a  branch  to  Portland,  may  be  properly  un- 
dertaken. Economically  built  and  conducted,  it 
may  not  be  an  unprofitable  enterprize.  But  the 
idea  of  pushing  it  beyond  Quebec,  in  direction  of 
the  Lower  Provinces,  is  the  sheerest  folly  in  the 
world.  The  arguments  in  its  favor  ar«  assump- 
tions without  the  least  truth  to  support  them. 
They  are  based  upon  the  idea  that  the  road  would 
constitute  the  commercial  outlet  of  the  Canvdas, 
and  make  Halifax  the  great  eastern  port  fbr  all 
the  Provinces.  The  absurdity  of  such  assump- 
tions will  be  seen  by  the  fact  that,  were  th«  road 
built,  floiir,  which  is  the  great  article  of  export 
ft'om  Upper  Canada,  could  not  be  sent  over  it 
fk-om  Montreal  to  Halifax,  for  less  than  two  dol- 
lars per  barrel :  while  the  same  could  be  sent 
from  the  former  city  to  New  York  or  Portland  for 
less  than  o-ne  third  the  sum.  It  would  cost  more 
than  doable  to  send  it  fVom  Quebec  to  Halifax 
than  to  either  of  the  American  ports  named.  All 
articles  of  Canadian  produce  can  be  sent  through 
the  United  Statt-s,  in  bond,  without  being  subject 
to  a  penny  of  local  taxation  or  duty.  In  addi- 
tion to  this,  it  is  well  known  that  the  basis  of  a 
treaty  between  the  United  States  and  Great  Brit- 
ain has  been  already  agreed  upon,  which  has 
been  sent  to  England  for  approval,  which  provides 
for  free  Inula  between  the  Canadas  and  thy  Uni- 
ted States,  in  all  the  great  staples  of  th«  two 
countries.  This  treaty  will  uiidoubt«'dly  become  !  maxims  and  habits  of  thought  will  not  allow  them 
a  law  in  a  few  months,  so  that  this  country  will  to /c<?//i  anything .ibont  tlii*  ccmntry.  Tluy  never 
take  the  next  Canadian  harvest,  either  for  »ixi»or- }  make  our  system  ol  public  w-  rks  a  study,  for  the 
tation  or  consumption,  free  of  duty.  Now  when  |  purpose  of  forming  a  correct  opinion  of  the  value 
Canadian  wheat  can  be  sent  to  Liver|)ool,  via  of  a  particular  project  in  which  I  hey  arc  solicited 
New  York,  for  seveuty-five  cents  per  barrel,  we  ;  to  embark.  If  the  scheme  be  made  to  look  well 
do  not  believe  it  will  go  by  way  of  Halifax,  at  a  |  on  paper,  (and  what  one  cannot,)  and  ha.s  the  en- 
dorsement of  Hon.  Mr.  So-aiid-so,  they  .swallow  it 
with  all  the  gravity  tliat  they  do  their  dinner.  If 
it  turns  out  badly,  they  resign  thsuiKclves  to  their 
merce  is  cosmopoli.an,  and  is  by  no  rneans  fasti-  im  luck,  and  never  attempt  to  penetrate  the  mys- 
dious  about  routes,  or  iniHri;!vah,  but  always  j  tery  of  the  failure.  Having  been  bitten  through 
employs  such  as  accomplishes  its  objects  in  the ,  their  own  f^uU,  they  lay  down  the  maxim,  tliat 
shortest  time  and  at  the  least  cost.  jrvery  thing  of  the  kind  is  bad,  and  forthwith 

The  Attempts,  therefore,  to  conttrnct  a  railroad  wind  up  their  invesim°nts  in  that  quarter.  In  the 
from  Quebec  to  Halifax,  is  entirely  unwarranted  |  matter  of  investments  in  this  countrv,  the  con- 
by  any  commercial  want  or  necessity,  and  could  ,  duct  of  the  English  presents  a  striking  contrast  to 
serve  no  useful  political  end.  Reciprocity  with  that  of  other  Europeans.  The  Germans  and 
the  United  States  will  eff  dually  supercede  all  French,  who  are  the  principal  buyers  of  our  secn- 
plans  for  the  consolidation  of  the  Provinces,  rities,  make  the  United  States,  its  political  and  so- 
Thcir  great  want  is  free  access  to  the  markets  of  cial  condition,  its  resources,  its  systms  of  public 
this  country.  These  oi>ened,  all  avguinents  in  works,  and  the  relatioi.s  they  sustain  to  the  wants 
favor  of  consolidation,  or  of  a  more  intimate  nn-  of  the  people,  the  routes  and  ti  ndtncy  of  coni- 
ion,  will  cease  to  have  any  inHncnc«».  Tliffy  are  '  men.e,  subjects  of  careful  and  nnylilical  invesli- 
now  listened  to,  not  because  they  have  any  gation  and  study.  Tiie,opiTiio:i  of  Mr.  So-and-so 
soundness  in  them,  but  because  the  present  isola  may  be  very  valuable,  ()r  very  worthless,  just  as 
ted  condition  of  the  Provinces  lead  thom  to  listen  be  knows  something,  or  nothing.  They  do  not 
to  «ni/ plana  for  relief.  The  naturul  relations  of  ^  rely  np»»u  A»5  opinion,  but  study  tho  subject  on 
the  L"jrt/- Provinces  are  with  the  Eastern  Stiites:  the  j/W,  wlier*.-  ii  can  bo  only  i>ro|;erly  studied, 
those  of  Ca^iada  with  New  York.  Between  iheiii  '.  Tiicy  look  thvoujjii  one  mediniu  only,  that  of  ulf- 
fclves  there  \m  no  substantial  honU  arininj  out  of!  inUrtst,    Tiiclr  juUgn^ccu  aje  not  oolored  bj  pre- 


geographical,  political,  commercial,  or  social   re 
lationa. 

The  through  business  of  a  railroad  between 
Montreal  and  Halifax  would  be  nothins;.  Tho 
local  business  for  the  greater  part  of  the  distance 
between  Quebec  and  Halifax,  would  not  pay  for 
tho  fuel  for  the  locomotives.  Upon  a  portion  of 
the  line  of  about  180  miles,  the  population  does 
not  much,  if  any,  exceed  10,000.  Even  \.\i\»  piti- 
ful number  would  contribute  nothing  toward  the 
support  of  the  road.  For  a  long  distance  at 
either  end,  the  road  would  run  parallel  to,  and 
near  the  waters  of  the  River  and  Gulf  of  St.  Law- 
rence, which  afford  much  better  moans  for  the 
conveyance  of  merchandize,  than  a  railroad.  That 
portion  of  the  line  removed  from  navigable  waters 
is  of  the  most  sterile  character,  and  incapable  of 
developemont.  In  a  business  point  of  view,  there- 
fore, the  project  of  Mr.  Jackson  is  as  utterly  chi- 
merical, as  would  be  the  building  of  a  road  fi-om 
Quebec  to  Hudson's  Bay.  Should  the  proposed 
road  bo  made  a  part  of  the  Grand  Trunk,  it  will 
inevitably  ruin  the  whole  concern.  Ita  stock 
would  not  bo  worth  a  penny.  Should  it  be  con- 
structed as  a  distinct  work,  three  years  would  not 
elapse,  before  the  rails  wou'd  be  taken  up,  to  be 
applied  to  some  useful  p\irpose. 

Personaltij,  we  should  l)e  very  glad  to  see  the 
proposed  road  constructeil.  Having  iMjen  a  rcsl 
dent  of  the  eastern  part  of  Maine,  we  should  take 
great  pleasure  in  the  progress  of  any  work  that 
would  tend  to  d«velop«  ita  resources,  as  the  pro- 
posed road  could  not  fail  to  do.  But  as  a  faithful 
journalist,  we  are  bound  to  warn  the  public  against 
a  scheme  that  can  only  end  in  l^^ss  and  disaster. 
A  warning  voice  i«  now  particularly  called  for  in 
all  cntorprizos  in  this  country,  where  Englishman 
are  the  leading  parties.  Of  all  foreigners,  they 
understand  the  least  of  it,  and  arc  the  most  lia- 
ble  to   be    ini[>osed    upon    and    deceived.     Their 


cost  of  S2  50  j)cr  barrel,  for  the  purj)ose  of  giving 
employment  to  a  Canadian  road,  or  for  the  pur- 
pose of  building  up  a  Nova  Scotia  seaport.    Com- 


judiccs  for,  or  against  as.  They  look  only  at  the 
evidence  in  the  case.  The  consequence  has  been, 
that  they  have  become  our  best  customers,  and 
have  had  their  pick  of  our  securities.  We  do  not 
believe  that  one  insolvent  security  of  any  railroad 
company  in  the  United  States  has  been  sent  to 
Germany  for  five  years  past. 

Mr.  Jackson  and  his  associates  have  made  a 
pretty  strong  dash  at  this  country  for  new  begin- 
ners. It  would  seem  to  be  a  dictate  of  sound 
sense  to  close  up  present  risks  and  see  how  they 
arc  to  turn  out,  before  encoumging  new  ones,  the 
expediency  of  which  are  entirely  assumed.  The 
point  to  which  they  should  now  direct  attention,  is 
to  make  the  most  out  of  the  works  already  under- 
taken by  connecting  them,  by  a  line  through  the 
State  of  Maine.  The  construction  of  this  link  is 
indispensible  to  the  prosperity  and  the  highest  use- 
fulness of  the  roads  of  both  the  Upper  and  Lower 
Provinces.  It  would  undoubtediy  prove  a  remu- 
nerative project.  A  considerabb  portion  of  it 
wound  traverse  a  densely  inhabited  country,  ca- 
pable of  supplying  a  large  traffic,  and]  of  contri- 
buting largely  to  the  cost  of  tho  road.  Such  a 
road  is  the  only  thing  that  can  save  the  Now 
Brunswick  line.  By  building  it,  the  contractors 
of  the  Grand  Trunk  will  preserve  their  reputation 
and  their  money.  By  constructing  the  proposed 
road  from  Quebec  to  Halifax,  they  will  most  cer- 
tainly lose  both.  \    :'.'.     ']\. 


JonrnKl    of  Railraod  JLawt 

THE    RESPONSIBILITY    OF  COMMON    CARRIERS    13    IK- 
FECTED   BY    THE    ACTS    OF    OWNERS. 

A  common  carrier  of  goods  is  in  the  nature  of 
an  insurer  of  such  goods  as  he  has  undertaken  to 
carry.  But  he  is  not  so  liablo  unless  the  goods 
have  been  duly  delivered  to  him  for  transportation, 
and  unless  they  are  left  in  his  posession,  without 
any  undue  interference  on  the  part  of  the  owner. 
Vet,  when  by  the  acceptance  of  goods  for  the  pur- 
pose of  transportation,  the  carrier  has  onco  become 
legally  liable  for  their  safety,  he  is  not  discharged, 
in  consequence,  of  any  particular  care,  once  his 
property,  which  the  owner  may  have  voluntarily 
a.<<sured.  Such  care  must,  of  course,  be  assented 
to  by  the  carrier,  and  must  bo  bestowed  in  such  a 
manner  as  shall  not  in  any  way  confiist  with  his 
general  supervision  and  regulations  in  regard  to 
the  transportation  of  go<Mls.  But  the  law  will  not 
release  the  carrier  from  Lis  strict  responsibility, 
unless  there  have  been  some  unequirocal  words, 
or  deeds,  on  the  part  of  the  owner,  by  means  of 
which,  the  legal  relation  of  the  two  parties  may 
fairly  be  considered  to  be  essentially  changed. 
It  sometimes  occurs  that  the  consignee  of  goods 
takes  charge  of  them  on  their  passage,  and  before 
they  have  arrived  at  their  ultimate  place  of  deliv- 
ery. In  such  a  case,  tho  risk  of  the  carrier  is  defi- 
nitely ende<I.  His  responsibility  for  goods  ceases 
when  his  control  over  thom  ceases. 

These  remarks  were  suggested  by  the  case  of 
Bertram  4'  Co.  vs.  the  I\'eK  Haven  Railroad  Com- 
pany, lately  tried  in  the  Superior  Court  of  this 
City.  In  January,  1862,  the  plaintiff  claimed  to 
liave  delivered  to  defendants  at  Albany,  83  head 
of  cattle,  to  be  carried  to  New  Haven.  They 
ehould  have  reached  their  place  of  destination  on 
Sunday,  after  the  alleged  delivery,  but  did  not  do 
80  until  the  following  Wednesday.  At  that  tirao 
one  of  the  cattle  won  found  to  be  dead,  and  tliree 
w*?«  lo  lucb  a  i*.Hte  vbai  it  \v;ut  ^ocettarj  to  klU 
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them.  The  defence  set  up  in  an  action  to  recover  Fund,  and  S200  returned— it  LaTing  been  impro- j excavating  the  earth.  It  would  drill  between  one 
damages  in  this  case,  was,  that  the  cattle  had  j  perlyreceived — and  the  increase  of  the  outsUnd- Lnd  two  feet  per  hoar,  a  six-inch  hole,  and  when 
nererbeen  actually  delivered  to  the  defendants,  p°S  public  debt,  during  the  last  fiscal  year,  ^^  j^^^^^j  ^f  Ihe  canal  was  reached,  a  keg  of 
but  that  they  had  Ul  six  freight  cars  to  the  plain-  j 


debt 
■'ThTlgsrfg^cYu'rjdins  public  deb.  of  th.|po"ier  .a.  pnt  iou.  .h.  en.,,  »d  «,  imm.« 


tiflfs,  atS35  each,  for  the  purpose  of  transporting 'Commonwealth,  on  the  1st  Oct,  last,  afier  deduct- 
ing the  amount  redeemed,  as  per  exhibit  of 
the  Sinking  Fund,  is  ascertained  to  be  $18,011,- 
776  60. 

It  is  deemed  proper  here  to  state,  though  not 
mentioned  in  the  annexed  statements,  that  the 
equated  value  of  the  productive  investments,  held 
by  the  Internal  Improvement  Fund,  and  the  Com- 
monwealth proper,  to  obtain  which  the  debt  of 
the  Commonwealth  was  incurred,  is  estimated  at 
88,121,500.  By  equated  value  is  meant  that  a- 
mount,  which,  at  six  per  cent.,  yields  the  revenue 
of  these  stocks.  Therefore,  the  outstanding  debt 
of  Virginia,  on  the  1st  of  October,  1863,  less  the 
above  value  of  inve-stments,  is  $9,920,275  50. 

The  disbursements  on  account  of  loans  to  In- 
ternal Improvement  Companies,  to  be  redeemed 
in  tliirty-lbur  years,  amounted  to  $1,700,900.  The 
sum  of  $2,149,562  66  was  paid  on  account  of  sub- 
scriptions and  appropriations  for  purposes  of  In- 
ternal improvement. 

The  Internal  Improvement  Fund  possesses  pro- 
ductive investments  amounting  to  $5,636,226  30, 
which  is  an  increase  of  $1,993,212  56  over  the 
amount  held  at  the  end  of  the  fiscal  vear  for 
1852. 

The  Commissioners  of  the  Sinking  Fund,  organ- 
ized under  the  act  passed  March  26th,  1853,  and 
in  conformity  to  the  20th  section  of  the  4th  art! 
cle  of  the  constitution  ;  upon  principles  which  in- 
sure the  payment  of  the  interest,  and  the  gradual 
extinction  of  the  public  debt  of  the  Common- 
wealth. The  establishment  of  this  fund  should 
and  must  necessarily  place  the  credit  of  the  Com- 
monwealth upon  the  highest  ground.  Of  the 
public  debt  existing  on  the  1st  day  of  January, 
1852,  there  was  authorized  to  be  redeemed  certain 
certificates  amounting  to  $127,900.  Of  this  a- 
mount  there  has  been  redeemed  $114,566  67,  and 
the  residue  the  holders  thereof  have  not  presented 
for  redemption.  The  interest  upon  the  amount 
thus  authorized  to  be  redeemed  stopped  on  the 
1st  August  last,  the  time  advertised  for  its  re- 
demption. 

The  balance  in  the  Treasury  to  the  credit  of 
the  sinking  fund  on  the  Ist  day  of  October,  1853, 
is  $13,754  83. 


their  cattle  from  Albany  to  New  Haven,  under 
their  own  care,  and  that  in  consequence  of  a  heavy 
snow-storm  defendants  had  not  been  able  to  carr}- 
them  to  New  Haven  any  sooner  than  they  had 
done.  To  this  it  was  answered,  that  had  the  de- 
fendants constructed  a  temporary  platform  at  New 
Haven,  much  delay  might  have  been  avoided,  and 
that  there  was  delay  before  the  storm.  Judge 
Boswortb  charged  the  jury,  that  the  cattle  certain- 
ly did  not  seem  to  have  been  under  the  exclnsivc 
are  of  the  defendants.  The  plaintiffs  were  to 
take  care  of  the  cattle  and  were  not  to  pay  freight, 
fltrictly  so  called,  but  instead  thereof,  they  had 
hired  six  of  the  freight  cars  for  their  exclusive 
use.  For  any  injuries  suffered  by  the  cattle  in 
consequence  of  their  having  been  hooked  or  tram- 
pled upon,  while  on  their  way,  the  defendants 
could  not  be  considered  liable.  Whether  they 
had  used  due  diligence  in  transporting  the  cattle 
to  New  Haven  was  a  question  of  fact  for  the  de- 
cision of  the  jury.  If  the  defendants  had  been  in 
this  respect  guilty  of  any  negligence,  they  were 
holden  to  the  plaintiffs  therefor.  Should  the 
jury  cousider  the  defendants  to  be  liable,  they 
should  deduct  fVom  the  gross  amount  of  damages 
the  price  due  for  the  use  of  the  cars,  and  also  the 
value  of  the  killed  cattle,  whatever  that  value  may 
fairly  be  deemed.      Verdict  for  pUintiffs,  $894. 

RAILROAD    RULES. 

The  Worcester  and  Nashna.  like  many  other 
railroad  companies,  charge  5  cents  additional 
when  tickets  are  bought  in  the  cars,  instead  of  be- 
ing bought  at  the  station.  A  passenger  in  one  of 
their  trains,  who  had  previously  resisted  the  rule, 
lately  refused  again  to  pay  the  5  cents  additional, 
and  was  requested  by  the  conductor  to  leave  the 
train  at  a  stopping  place.  To  this  course  the  pas- 
senger interposed  a  very  decided  objection,  and 
when  a  forcible  ejection  was  attempted,  he  sum- 
moned friends  to  the  rescue,  and  a  riot  ensued. 
The  obstreporous  passenger  was  prosecuted  in 
Worcester,  and  fined  $10  with  costs. 


Virginia. 

riNiNCUL    OPERATIONS     OF    THE   BOARD    OF    PUBLIC 
WORKS. 

The  Enquirer  publishes  a  synopsis  of  the  finan- 
cial operations  of  the  Board  of  Public  Works  with 
the  State  Treasury,  during  the  fiscal  year  ending 
80th  September,  1853,  transmitted  by  the  Second 
Auditor  to  the  Governor,  in  conformity  with  law. 
We  extract  therefrom  the  following : 

The  receipts  of  the  Treasury,  on  account  of  the 
Internal  Improvement  Fund,  amountedto  $5,087 ,- 
428  27 ;  and  with  the  balance  oa  band,  at  the 
commencement  of  the  last  fiscal  year,  made  an 
aggiegate  of  $5,102,478  23.  There  was  disbursed, 
during  the  same  period,  $5,010,632  69,  leaving  a 
balance  in  the  Treasury,  on  the  1st  of  Oct.,  1863, 
of  $91,845  64. 

The  sum  of  $425,947  06  was  received  on  ac- 
count of  dividends,  bonus,  and  interest  on  the 
productive  investments  of  the  Fund,  and  premi- 
ums on  loans  obtained.  This  amount  is  $8,341  51 
more  then  was  received  from  the  same  sources 
during  the  year  ending  80th  September,  1852. 

There  was  received  on  account  of  registered 
and  coupon  bonds,  the  sum  of  $4,050,486  87. — 


ImproTcnaants     at    th«     West— Hydra«Ile 
'Works  at  Niagara  Falls. 

Being  recently  on  a  leisure  excursion  at  the 
west,  I  spent  a  few  days  in  the  neighborhood  of 
that  wonder  among  the  natural  curiosities  of  the 
world — the  mighty,  majestic  Niagara.  The  tide  of 
fashionable  visitors  which  flows  every  summer 
upon  this  greatly  favored  locality,  had  ebbed — 
the  summer  birds  htA  departed,  and  I  had  room 
to  look  around,  and  ponder  upon  the  wonderful 
capabilities  with  which  God  and  nature  have  en- 
dowed this  place. 

Niagara  is  fast  becoming  a  business  village. 
Mechanics  are  building  houses  and  shops,  a  great 
number  of  which  are  going  up,  and  everything 
appears  to  be  new  and  flourishing.  I  was  much 
struck  with  the  hydraulic  canal,  which  is  now  in 
course  of  construction  at  the  Falls. 

The  project  was  started  by  a  few  enterprising 
individuals,  who  enlisted  some  influential  men  in 
New  York  city  in  the  project,  among  them  ex- 
Mayor  Woodhull,  who  is  president  of  the  Compa- 
ny. The  work  appeared  to  be  proseccuted  with 
great  vigor  and  rapidity,  aud  I  could  not  help  ad- 
miring the  energy  and  industry  with  which  the 
engineers  and  contractors  devoted  themselves  to 
the  work,  as  well  as  the  miichiuer}'  which  was 
brought  to  bear  upon  it.    A  drilling  machine 


amount  of  rock  throA-n  out  by  the  blast. 

I  accompanied  Mr.  Whitney,  the  chief  engineer 
of  the  works,  and  Mr.  Averr,  one  of  the  leadinf 
men  at  the  Falls,  over  the  lands  of  the  company, 
which  lie  between  Ontario  street  and  the  river'i 
edge,  extending  nearly  a  mile  along  the  high 
bank,  below  the  Falls,  a  most  beautiful  spot  of 
ground,  containing  about  seventy-five  acres,  ex- 
clusive of  a  strip  extending  entirely  across  the 
village,  for  the  canal,  which  is  one  hundred  feet 
wide  to  the  river,  about  half  a  mih  above  the 
Falls.  The  earth  and  ^tone  excavated  for  the  ca- 
nal arc  taken  below  to  fill  up  and  build  out  the 
wharves,  which  will  have  sufficient  depth  of  water 
to  float  any  of  the  lake  vessels  or  steamers.  Hero 
the  company  will  make  about  five  acres  of  land 
which  must  become  verj-  valuable,  as  the  river 
from  thence  to  Buflalo  can  be  made  navigable  at 
very  little  expense.  There  is  an  island  in  the 
river,  a  short  distance  from  the  mouth  of  the  car 
nal,  and  a  reef  runs  from  the  island  to  the  shore  a 
little  below  the  canal,  which  is  so  situated  that  a 
perfectly  safe  harbor  is  formed. 

A  company  was  chartered  by  the  last  ^^egisla- 
ture  of  New  York,  for  the  purpose  of  constructing 
a  canal  to  connect  lakes  Erie  and  Ontario,  and  en- 
gineers are  now  on  the  ground  making  the  neces- 
sary surveys,  and  it  is  said  that  the  ship  canal 
will,  without  doubt,  sUrt  ftom  the  Niagara  river, 
but  a  short  distance  above  the  mouth  of  the  canal 
which  is  now  constructing  here — and  such  a  junc- 
tion would  add  wonderfully  to  the  businera  of  the 
Niagara  village.  Another  suspension  bridge  is  to 
be  constructed  across  the  Niagara,  about  2  miles 
below  the  Falls  at  Bellevue,  where  the  Great 
Western  and  Canada  Railroad  crosses  the  river  en 
a  sustKsnsion  bridge.  These  enterprises,  present 
and  prospective,  have  had  the  usual  eflect  of  pub- 
lic improvements  j  quite  a  village  has  sprung  up 
within  a  short  time,  and  there  can  be  no  doubt 
that  in  a  few  years  the  whole  ground  from  thence 
to  Niagara  village,  will  be  filled  with  facioriee, 
stores  and  houses,  constituting  a  large  and  floor- 
i.shing  city,  upon  one  of  the  most  delightful  spots 
in  the  State  of  New  York.  Besides  all  this,  Niag- 
ara  is  one  of  the  most  healthful  places  on  the  con- 
tinent. 

The  west  is  a  mighty  country,  and  the  advance 
of  a  year  there,  is  equal  to  the  slow  march  of  a 
century  elsewhere.  ,  «.  s.  a. 


Deduct  from  said  amount  the  sum  of  $23,500,  an 

iuYuiiaeut  mftd*  bjr  the  Bo*rd  of  tU«  Literarjrj worked  by  tUfia,  was  of  woaderful  k£cl«^nc7  ia 


DnalneM  of  Corlngton.  Kjr. 

The  Journal  says :  The  extensive  rolling  mills 
of  Jordan  &,  Comp.,  and  Morrell,  Shoemaker 
4,  Comp.,  ai-e  in  full  blast  and  worked  to 
their  utmost  capacity.  Hart  &.  Dryers  car  manu- 
factory and  A.  L.  Greer  &  Co's.  locomotive  works 
will  soon  be  in  full  operation.  These  f  >ur  ecUb- 
iishmcnts  will  give  employment  to  about  one 
thousand  persons.  In  addition  there  are  numerous 
tobacco  factories,  planing  mills,  taw  mills,  glati 
works,  bagging  factory,  foundry,  &e.,  all,  we 
believe,  at  work  and  doing  good  business.  By  the 
first  of  January  next  the  principal  streets  of  the 
city  will  be  lighted  with  gxs,  and  .il>out  the  same 
time  the  splendid  suspension  bridge  which  is  to 
connect  ns.  with  Newport,  will  be  completed. 
Added  to  all  we  have  the  Cov.  and  Lex.  railroad, 
which,  with  38  miles  in  operation  has  already 
sensibly  afiftcted  the  buslnes.^  of  the  city,  and 
which,  &8  i;  luetchcs  itsilf  south,  sucking  the  Ua* 
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portADt  connections  contemplated,  will  »dd  vMtly 
to  the  business  and  general  prosperity  of  Cot- 
ingtOQ, 
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Kn^Iiab  and  American  Railroads. 

Below  will  be  found  a  statement  presenting  in 
contrast,  the  cost,  earnings,  and  ratio  of  earnings 
upon  their  cost,  of  several  English  and  American 
roads.  We  have  taken  the  leading,  and  we  be- 
lieve some  of  the  best  paying  English  lines.  The 
American  roads  in  the  table  may  be  considered  as 
a  fair  average  of  the  best  class  ro<-ids  in  this  coun- 
try. The  earnings  of  the  former  are  averaged 
itom  the  earnings  of  the  last  week  in  October,  and 
are  probably  very  nearly  correct.  The  English, 
is  reduced  to  Federal  currency,  by  estimating  the 
pound  at  five  dollars. 

Comparative  slaltmeiU  s/unthi'c  the  mileage  cost, 
earnings  for  October,  per  cent,  of  earninifsfor  Oc- 
tober, and  market  ralue,  of  several  En/^lish  and 
American  Railroads: 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday- 


a  par  valuation  of  $100. 


NAME  OF  COMPANY. 
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Atlantic  and  St.  Lawrence.  ..Maine. 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .      " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...      " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic.  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchbnrg. " 

New  Bedford  and  Taunton. . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma.ssachusctts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R 

Providence  and  Worcester. . . 

Canal 

Hartford  and  New  Haven " 

Honsatonic ^ " 

Hartford,  Prov.  and  Fishkill . . 

i  New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City. .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Cauandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

i  Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River " 

Harlem , . .  " 

Long  I.sland " 

New  York  Central " 


L 


;onn. 


It  will  be  seen  that  taking  the  above  roads  as  a 
standard,  railway  inve.otraents  in  the  United  States 
are  t\ree  times  as   productive  as  in  Great  Britain. 

The  Earnings  of  American  railroads  for  October, 
are  slightly  above  the  average  for  the  year.     We  j 
do  not  know  whether  such  be  a  fact  with  E^iglisli  | 
roads.  ,  v  | 

Tne  cost  of  American  roads  is  not  fairly  i-epre- 
sented  in  the  above  statement.  Of  the  total  cost 
of  the  New  York  Central  R.  R.  S8,885,000  Mas  a 
bonus  payable  in  bonds  dividetl  among  the  Stock- 
holders, and  added  to  the  capital  accontit,  by  the 
terms  of  the  recent  consolidation  of  tiie  various 
companies  which  make  up  that  line.  Previous 
dividends  of  a  similar  character  had  been  made 
by  the  several  roads.  A  portion  of  the  consolid- 
ated stock  is  for  contemplated  roads,  and  is  not  yet 
paid  in  ;  so  that  the  actual  cost  to  the  S'ockholders 
of  the  above  road,  will  not  exceed  818,000,000.  j  phiUdelplTia  and  Ro".^k,K 
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1,638,1001  2,978,700 
809.878:  1,016,500 


952,621: 
1,356,6001 

285,7471 
1,649,278 
1,486,000 
2,078,625 
3,016,634 

717,543 

600,000! 


29/, 80 
123,884 
341,100 
622,200 
none. 
720,900 


none. 


1,097,600 
2,486,000 
8,600,000 
1,500,000 
392,000, 
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661,214 

1,400,000 
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1,500,000 


700,000 
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none. 
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Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratog.t  .iml  Washington..  ..  " 

Troy  and  Rutland " 

Troy  anil  Boston " 

Watertown  .ind  Rome " 

Camd(>n  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn, 

Erie  and  North  East " 
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-    Railway  Share  List, 

Compiled  from  tke  laf*st  returns — corrected  every  Wednesday — on  apar  valuation  of  $100. 


NAME  OF  COMPANY. 


Pennsylvania  Central Penn 

Philadelphia  and  Trenton ....  " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Waishington  branch " 

Baltimore  and  Susquehanna . .  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Pctersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich.,  Fred,  and  Potomac ....  " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C, 

Charlotte  and  South  Carolina.  S.  C 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern.'. " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia.. Tcnn. 

Nashville  and  Chattanooga.  . .  " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexington " 

Cleveland  and  PitUburgh Ohio. 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie,. .  " 

Ohio  Central • " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  VaUey ...  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis ....  " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicafro 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  SoutbcA Mich. 

Miohigaa  Cratral " 

•  MlflO !•*•  ••«<  •*•<  ••*•  •«••<  MOi 
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135 
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2,370,784 

900,000 

2,387,200 


1,750,700 


662,000 
1,092,137 


1,650,000 
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6,000,000 13,600,000  1,943,827;  617,626 


9,827,123 


173,867 
200,000 

'  563,666 
640,000 
446,036 

1,500,000 
120,000 

1,134,698 


19,642,307 
1,650,000 


300,000 
3,000,000 


306,187 

1,214 

168,000 


150,000 
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In  prog. 
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In  prog. 
400,000|ln  prog. 
In  prog. 
1,330,960 


641,000 
850,000 
900,000 


1,371,000 


408,200 


600,000 
6&0*,666 
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1,767,000 


2,460,000 


800,000 
119.600 


760,000 
663,166 


4,000,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2,100,407 

In  prog. 

In  prog. 

416,632 
2,965,674 


1,326,563 
348,622 
413,673 


615,384|  7 
216,237;  8 
162,5361... 


95 


102  J 
66^ 


227,593|  72,3701  7 

122,861!  74,113|none 
254,376:  113,256  7 

62,762' ! . . 

176,4851  74,902  none 
j none 

89,776' 12 

610,0381  153,898  6 
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508,625   8 
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71,636.  8 
"76,679   8 
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926,000  Recently  opened.   1 
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In  prog. 

2,634,1671   626,746 

1,865,000 
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In  prog. 


314,670    10 

i.... 
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In  prog. 
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In  prog.      . . . . 
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Inprog.     ! j .... 

Recently  ;opened.    i 
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I"  prog,     j I j . . . . 
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4,600,0001 


600,000  In  prog,  j  473,548  286,152.... 
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cent,  upon  it«  cost,  though  only  abou  \  , 
upon  ita  capital.  The  aclval  cost  of  the  Erie  road 
has  not,  wc  presume,  exceedtd  520,000,000.  The 
balance  baa  been  pacrifieed  by  the  unfavorable 
circumstances  under  which  the  road  has  been  con- 
struclcd.  In  each  of  the  above  roada  there  are 
probably  818,000,000  of  what  may  be  termed  dead 
capital. 

A  comparison  of  the  road*  of  the  two  countries 
shows  a  much  more  active  internal  commerce 
in  the  United  States,  and  a  much  greater  move- 
ment of  persons,  than  in  Great  Britain.  For  the 
transportation  of  freight,  the  Uirce  great  New  York 
roads,  the  Central,  Erie,  and  Hudson  River,  come 
in  direct  competition  with  the  Erie  Canal  and 
lIu<Ison  River.  The^aluc  of  freight  passing  over 
the  canal  the  present  year  will  reach,  at  the  lowest 
calculation,  $225,000,000.  The  tonnage  will  reach 
nearly  3,000,000  tons.  The  loUs  on  the  canals  will 
exceed  S«,300,000,  The  traffic  of  the  Hudson 
River  road  in  the  summer  months  is  confined 
chiefly  to  passongc  rs.  The  proportion  of  ft-eifht 
received  from  the  carriage  of  passengers,  and  mer- 
cb.nndize  upon  the  roads  of  the  two  countries,  is 
very  nearly  the  same. 

To  Americans,  the  cost  of  English  roads  appears 
to  be  excessive  and  very  d  i,»roportioned  to  tbe-r 
traffic.  As  commercial  enterprises  they  have  not 
proved  profitable.  Wc  presume,  however,  that 
the  indirect  benefits  derived  from  them,  have 
comiKsnsatod,  in  some  degree,  for  the  losse*  sufi'er- 
ed  in  construction.  In  this  country  we  have  been 
more  fortunate,  in  keeping  steadily  in  view,  the 
great  object  in  the  construction  of  railroads— a 
remuncraliv«  return  upon  their  cost.  If  we  hav« 
not  such  fine  works  as  are  found  in  England,  wo 
have  the  satisfaction  of  knowing  that  they  have 
enriched,  instead  of  impoverishing  the  country  ■ 
and  that  our  entire  railway  investment  is  earn- 
ing more  than  7  pr.  ct.  net,  u[K>nthe  cost  of  our 
roads. 


Miclilsau  Southern  Hailroadt 

We  publish  this  week  the  recent  report  of  this 
Company,  to  which  we  invite  attention.  It  pr«- 
8ent«  a  full,  lucid,  and  favorable,  but  we  think, 
not  an  overdrawn  sUtement,  of  the  affairs  and 
prospects  of  the  road.  The  route  occupied  by  it, 
is  one  of  the  most  imporUnt  in  the  United  Sutes, 
in  a  business  and  commercial  point  of  view. 

In  the  bands  of  the  present  directors,  the 
management  of  the  Company's  affairs  has  been 
characterized  by  extraordinary  energy  and  capa- 
city, and  the  result  obtained  is  one  which  has  rare- 
ly been  equalled  by  any  similar  work  in  this 
country. 

Correction. 

In  the  "  Mileage  of  Engines  of  New  Haven  road," 
published  in  the  Journal  of  the  3d  inst..  read  132 
instead  of"  61  miles  of  road,  operated  by  the  Xew 
York  and  New  Haven  Railroad  Company."  Also 
in  same  article,  at  the  head  of  the  right  h.and  col- 
urao  of  figures,  read  first  nine  m-znths  in  1853. 
Engine  No.  1,  in  same  column,  ran  28,853  miles 
No.  2,    19,867  miles.     K<>.  10.  iu  1851,  ran  17,136 

We  regret  to  be  comix  lied  to  exclude  a  number 
of  articles  fjom  our  present  issue,  on  account  of 
the  length  of  the  one  on  the  Pacific  Railroad.  Our 
readers  must  accept  the  paramount  interest  and 
importance  atUched  to  this  enbject,  at  a  rofBdent 
apology  fbr  th«  tpao*  It  baa  occupied  in  our  eo* 
luxM  tvr^fvw  w«t«k  p«*t. 
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R«port  «f  tb«  DIreetvra  of  th«  MichiCMu 
Sonthcra  «ii(t  Korthcrn  latUaaa  Railroad 
Companlea. 

The  Directors  of  the  Michigan  Southern  and 
Northern  Indiana  Railroad  Companiea,  iu  pre- 
MDtiiig  this  report  to  tlie  stockholders,  deem 
it  proper  first  to  explain  the  connection  that  existn 
between  the  two  companies. 

It  will  be  Been,  by  reference  to  the  accotnpany- 
ing  map,  that  the  combined  roads  extend  from 
Lake  Erie  through  portions  of  the  Stales  of  Ohio, 
Michigan,  Indiana  and  Illinois,  to  the  city  of  Chi- 
cago, forming  a  continuous  line.  The  part  of  the 
roiul  which  is  in  the  State  of  Michigan  has  been 
bailt  by  the  Michigan  Southern  Company,  under 
a  charter  granted  in  that  State ;  and  the  portion 
of  the  road  extending  from  Toledo,  directly  west 
through  Ohio  and  Indiana,  to  Chicago  in  the  State 
of  Illinois,  has  been  and  will  be  built  under  the 
charter  of  the  Northern  Indiana  Company,  by  au- 
thority from  said  States  respectively. 

The  business  to  be  provided  f«r  is  in  Its  nature 
so  intimately  blended,  that  it  is  a  necessity,  in  or- 
der to  it«  convenient  management,  to  regard  the 
lines  as  essentially  one  ;  and  it  would  be  a  con 
venience  to  consolidate  the  companies,  and  their 
stock.  But  authority  to  do  this  has  not  yet  been 
obtained. 

A  contract  has,  however,  l>een  made  b«tween 
them,  having  for  its  object  the  most  efficient  and 
convenient  transaction  of  business.  The  contract 
provides,  among  other  things,  that  the  general 
management  of  the  business  in  the  operating  de- 
partment shall  be  conducted  by  the  same  execu- 
tive officers  and  agents.  This  was  necessary  in 
order  to  secure  the  most  sy.stematic  and  efficient 
transaction  of  the  biiisittess  required  to  meet  the 
want«  of  the  public,  and  promote  the  interests  of 
the  stockholders. 

By  the  contract  referre<l  to,  each  company 
shares  in  the  nett  earnings  of  the  entire  line,  ac- 
cording to  its  respective  capital  invested  in  the 
construction  of  the  road.  While,  therefore,  the 
companies  have  each  their  own  capital  stock  and 
organization,  and  are  distinct  corporations  in 
every  respect,  co-operating  together  only  by 
agreement,  to  simplify  the  transaction  of  busi- 
ness and  promote  their  mutual  interest,  yet,  by 
virtue  of  this  agreement,  the  diftorent  roads  are 
managed  and  o;)erated  as  one  Hue.  The  shares 
in  each  company  are  entitled  to  the  same  rate  of 
dividend  of  the  nett  earnings  of  both  companies  : 
»  practical  consolidation  of  the  business  of  the 
road  is  thus  established. 

These  preliminary  remarks   will  explain  the 

propriety  of  treating  of  tfce  business  of  the  two 
companies  in  a  joint  report.  Indeed,  their  history, 
interests  and  business  arc  so  closely  connected, 
that  it  is  not  convenient  to  discuss  them  separate- 
ly, and  this  method  is  regarded  as  best  adapted 
to  give  the  sockholdcrs  of  the  respective  compa- 
nies an  intelligent  view  of  their  history  and  con- 
dition. 

In  Septemjjer,  1849,  soon  after  the  present  or- 
ganization of  the  Michigan  Southern  Company,  a 
statement  was  submitted  to  the  stockholders  by 
the  Board  of  Directors,  exhibiting  the  condition 
of  the  road,  and  the  finances  of  tlie  Company,  and 
soliciting  a  new  subscription  of  a  quarter  of  a  mil- 
lion of  dollars,  to  provide  means  for  extending  the 
road  west  from  Hillsdale.  A  jwrtion  of  the  stock 
was  subsciibed,  and  in  the  spring  of  1860,  the 
line  from  Hillsdale  to  Coldwater,  a  distance  of  22 
miiei,  was  put  under  contract.  The  road  then  in 
operation  from  Monroe  to  Hillsdale,  a  distance  of 
69  miles,  was  that  originally  constructed  by  the 
State  of  Michigan,  and  had  a  wooden  rail,  cover- 
ed by  a  flat  iron  bar.  The  Tecumseh  Branch,  9 
miles  in  length,  was  also  owned  by  the  Company. 
The  Company  ha'l  leased  the  Erie  and  Kalamazoo 
Railroad,  extending  from  Adrian  to  Toledo,  in 
length  33  miles ;  making  a  total  of  1 1 1  miles  then 
operated  by  the  Company,  all  of  flat  bar  coastrnc- 
tioD.  In  the  original  grading  of  these  roads,  for 
th«  most  part,  the  crossing  of  the  valleys  w»s  by 
bridj^!)  of  timber,  the  greater  portion  of  which 
WCrt  ia  »  d«cAjr«ii  Bt»ic,  and  th«  roads  war«,  gcu' 


erally,  in  a  bad  condition.  The  whole  have  since 
been  re-laid  with  heavy  rail,  and  the  valleys  most- 
ly filled  with  pormaacnt  embankments,  with  new 
bridgos  and  culverts  for  the  streams  and  water 
conrses.  Very  little  Station  accommodation  was 
made  in  the  uritfiiial  construction.  It  was  there- 
fore nece.s.Hary  to  iucur  heavy  expenses  to  put  this 
portion  of  the  line  in  good  order. 

In  the  summer  of  1860,  the  line  was  put  under 
contract  from  Coldwat  r  to  Sturgis,  about  twenty- 
three  milies.  This  made  the  line  of  contract  for 
now  work,  forty-five  miles,  from  Hillsdale  to  Stur- 
gis :  of  this  the  road  was  opened  for  use  to  Jones- 
ville,  (5  miles,)  in  September  ;  to  Coldwater,  (22 
miles.)  in  December  ;  and  to  Sturgis,  (46  miles,) 
in  March,  1861.  No  more  work  was  put  under 
contract  during  the  year  1860. 

Some  delay  was  experienced  in  settling  the  lo- 
cation of  the  line  west  of  Sturgis,  and  contracts 
were  not  made  until  May,  1861,  for  the  balance 
of  the  road  in  Michigan. 

During  the  winter  and  spring  of  1851,  the  Indi- 
ana road  was  put  under  contract. 

The  Michigan  road  was  opened  to  White  Pige- 
on the  latter  part  of  July,  1851.  The  Northern  In- 
diana road  was  opened  in  successive  stages,  dur- 
the  autumn  of  1861,  to  South  Bend  ;  and  on  the 
9th  of  January,  1862,  to  La  Porte.  In  February, 
1862,  the  road  was  ojKined  from  Michigan  City  to 
Ainaworth's  Station,  in  Illinois,  and  to  Chicago  in 
March  following.  The  connection  between  La 
Porte  and  Michigan  City  «ras  by  plank  road,  13 
miles  in  length. 

On  the  22d  of  May,  1862,  the  entire  line  was 
opened,  and  a  passenger  train  went  through  to 
Chicago. 

A  large  portion  of  the  track  wa.«<  laid  in  the 
very  severe  winter  of  1851  and  1852,  and  consc- 
quentlf  was  in  poor  order,  and  had  to  be  run  with 
care.  The  work  of  adjusting  and  ballasting  the 
track,  with  the  road  in  operation,  involved  a 
heavy  expense.  This  work,  as  well  as  the  im- 
provement of  the  old  portion  of  the  road,  would 
have  been  much  less  expensive,  if,  during  iis  pro- 
gress, the  ordiuarj'  traffic  of  the  road  could  have 
been  suspended ;  but,  under  the  circumstances, 
this  was  inadmissible. 

In  the  space  of  about  twenty  months,  embrac- 
ing two  winters,  (one  of  these  peculiarly  severe 
for  such  work,)  and  one  summer,  the  Companies 
constructed  about  (160)  one  hundred  and  sixty 
miles  of  sew  road,  and  re-laid,  and  nearly  re-built, 
fifty  (60)  miles  of  old  road.  The  construction  of 
a  line  of  railroad  of  this  length,  in  so  short  a  time, 
is  believed  to  be  without  precedent. 

Many  of  the  stockholders  will  recollect  the  difH- 

cnlty  of  procuring  subscriptions  to  the  stock :  the 
Directors  had  strong  confidence  in  the  success  of 
the  undertaking,  but  the  general  feeling  of  capi- 
talists was  distrust  of  western  investments,  and 
very  few  were  disposed  to  hazard  any  considera- 
ble amount  in  the  undertaking.  In  addition  to 
this,  the  financial  crisis  of  1861  came  at  a  time 
most  embarrassing  to  the  affairs  of  the  companies. 
During  the  whole  progress  of  the  work  they  en- 
countered an  active  hostility  which  was  directed 
against  their  credit,  assailing  their  securities,  dis- 
crediting their  finances,  and,  as  far  as  possible, 
impairing  the  confidence  of  those  engaged  in  the 
work.  It  is  sufficient  at  this  time  to  say,  that  .^iU 
obstacles  were  surmounted,  active  progress  main- 
tained, and  the  work  brought  into  use  with  un- 
precedented rapidity. 

For  the  most  part,  the  way  stations  have  been 
well  provided  with  buildings  for  the  accommoda- 
tion of  passengers  and  freight,  especially  on  the 
new  portion  of  the  line.  On  the  Michigan  South- 
ern road,  at  Adrian,  and  on  the  Northern  Indiana 
road,  at  La  Porte,  there  are  substantial  brick 
shops,  roofed  with  tin,  and  filled  with  the  most 
improved  machinery  driven  by  .stationary  steam 
engines,  for  repairs  of  engines  and  cars. 

At  Toledo  and  Chicago  there  is  yet  a  good  deal 
to  be  done,  to  provide  the  accommodations  re- 
quired tbr  the  increasing  business  of  the  road.  At 
Chicago,  lands  have  been  procured  to  establish  a 
gtaUon  ia  a  more  cetxtral  potliioa  ia  the  city,  and 


the  buildings  will  soon  be  commenced.  At  Toledo, 
the  Northern  Indiana  Company  have  commenced 
preparing  land,  docks,  warehouses  and  buildings, 
for  a  very  commodious  station,  adapted  to  the 
large  and  increasing  business  of  the  road  at  its 
east«rn  terminus,  and  for  the  accommodation  of 
connec!ing  roads.  At  Monroe  pier,  large  expend- 
itures have  been  incurred,  and  convenient  accom- 
modations provided. 

Very  active  operations  have  been  going  on  since 
the  early  part  of  this  season,  in  ballasting  the  road, 
in  filling  embankments  where  temporary  bridges 
had  been  put  in,  and  widening  those  that  had  set- 
tled. Owing  to  the  rapid  construction,  the  banks 
had  not  time  to  become  well  settled  until  after  the 
road  was  opened  for  wse.  At  this  time  nearly  all 
the  old  bridges  over  the  water-courses  have  been 
superseded  by  new  ones,  and  the  remainder  of  the 
valleys  filled  with  substantial  embankments.  The 
road  bed  and  track  are  now  in  good  order,  though 
further  work  in  balla-^ting  will  be  required.  The 
trains  now  run  from  Chicago,  through,  to  Monroe 
and  Toledo,  in  eight  and  a  half  (8)2)  hours,  with 
great  regularity  ;  and  this  time  may  be  reduced, 
at  an  early  day,  to  eight  (8)  hours. 

LENGTH  or  ROADS. 

The  length  of  roads  of  the  companies  is  as  fol- 
lows: :  =        ~  f  •  ■■'  "   • 

Maine  lAne. 
Main  line  of  the  Michigan   Soathrrn       ' 

Road 133   Miles. 

Main    line    of   the  Northern  Indiana 

Road 113        " 


■\- 


Branches. 


246   Miles. 


Tecumseh  Branch 10  MUes. 

Constantine  Branch 4      " 

Erie  and  Kalamazoo 33      " 

Michigan  City  Branch 14      " 

Qoshen  Branch 10      •' 

;  71  Miles. 

Totalmiles 317 

■TOOK    or     ROOMNU    MAL'HINCRT.     . 

There  are  now  on  the  road,  as  follows: 

Locomotive  Engines.       ■■  '    ■  ' 
6  of  16  tons 4>^ 


12  " 

18 

6  " 

20 

5  " 

21 

6  " 

22 

6  " 

26 

3  " 

26 

^X 

feet  Drivers 

4to6 

6 

^% 

6 

6 

4>^ 

ToUl,  44  '  • 

In  addition  to  the  above,  there  are  eight  (8)  en- 
gines  of  the  old  class,  mostly  used  for  ballasting^ 
and  hauling  wood  and  lumber. 

Contracts  have  been  made  for  four  more  engines, 
of  twenty-five  tons  each,  to  be  on  the  road  during 
the  month  of  September  next. 

CARS. 

The  companies  now  own  passenger  and  ft^igfat 
cars  as  follows :  ! 

Passenger  Cart. 

38  first  class  passenger  cars. 

8  second        "  "  •        '•    \  '  . 

13  emigrant    "  « 

12  baggage  cars. 

6  post-office  cars. 

:  Total,  76  cars,  in  passenger  and  post-ofllce  dep&rt- 

[ment. 
Preight  Cars. 

40  cattle  cars,  open  racks.         . 
99  platform  cars. 
ZQZ  house        "  .       f         '. 

Total,  442  ^^i^^'n 

Each  car,  both  in  the  freight  and  pas.«en{«r  d*** 

partments,  has  eight  wheels, 
In  addition  to  the  »hoTe,  there  are  ooQtractt4 
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for,  four  first  class  passenger  cars — also  twelre 
emigrant  cars,  and  one  hundred  and  twenty-five 
house  freight  cars,  which  are  beginning  to  be  de- 
livered, and  are  expected  to  be  all  on  the  road  by 
the  middle  of  September  next.  When  these  are 
added  to  the  present  stock,  there  will  be  in  the 
passenger  department,  ninety-eight  (98)  cars,  and 
in  the  freight  department,  five  hundred  and  sixty- 
seven  (667)  cars. 

The  prospect  now  is,  that  the  stock  of  engines 
ftnd  cars  will  hardly  be  sufficient  for  the  business 
of  the  ensuing  autumn.  The  country  along  the 
line  of  road  is  fast  improving  in  the  extent  of  land 
brought  under  cultivation,  and  the  population  is 
increasing  rapidly.  Probably  there  is  less  than 
one-third  of  that  jmrt  of  the  country  which  con- 
stitutes the  local  districts  for  the  business  of  the 
road,  now  under  cultivation,  or  occupied  as  farms. 
It  is  therefore  obvious  that  a  large  resource  for 
local  trade  is  yet  to  be  developed,  by  the  progres- 
sive settlemant  of  lands  now  occupied. 

BUSINESS    or    THE    YEAR,    ENfJ.NU     JLNE    30th,    1853. 

The  amount  of  business  done  by  the  companies, 

for  the  year,  appears  from  the  Treasurer's  Report 

hereto  annexed,  and  is  as  follows  : 

The  gross  earnings  of  the  companies, 
from  their  first  year  operations, 
have  been 81,200,922  11 

The  operating  expenses,  (inclnding 
taxes  and  rent  of  Erie  and  Kalama- 
zoo railroad,)  have  been 579,636  30 

Leaving  nett  earnings $621,286  81 

From  this  amount  are  to  be  deducted — 

Intererest  account $'2l2,2^b  97 

Extraordinary  expenses 

incurred     in    forming 

the   Roat  connections 

upon  the  LakeSjduring 

1862 84,367  88 

246,623  8.^ 

Leaving,  as  the  actual  nett  profit  for 

the  year $374,662  98 

This  is  equal  to  14  per  cent,  upon  the  averag« 
amount  of  capital  stock,  during  the  year. 

The  Treasurer's  Report  also  exhibits  the  etate 
of  the  Income  account,  as  follows: 
July  1,  1852.  Balance  at    credit  of 
this  account,  at  this 

'  date $49,614  70 

Gross  earnings  for  tho 
year,  (as  above  stat- 
ed,)     1,200,922  11 

81,260,536  81 
•  *         Le88,opcrat- 
ingaod ex- 
pense   ac- 
count....  $579,635  80 
Less,  interest 

account...   212,266  97 
Less,  extra- 
,    •  ordinary     : 

expenses     ^ 
for  Boat 
connectioD.    84,867  86 

.       . 826,269  13 

$424,277  68 
J«d'7j  1863.  Semi-annual    dividend 

.    i  ;,         of  6  per  cent,  upon    y     • 
■  ■.  the  then  amount  of 

,  -  the  capital  stock  of 

the  companies 124,970  63 

July,       "      Balance    at  credit  of 

this  account $299,307  16 

**  "      Asemiaonualdividend 

of  7  per  cent,  upon    - 
the  capital  stock,  at    . ,,  , 

this   dau-,   ($2,800,- 
■      ...  000,)   luxs   been  de- 

clared, amount  iug  to.      196,000  00 

K ■■*i«^,iwe  .  ..-      .  

-  ?  li^c  •■        Leaviiig  at   crwl't   of 

ftccottrit il08,307  Ifi 


JACKSO.S  BRANCH. 

The  charter  incorporating  the  Michigan  South- 
em  Company,  makes  it  the  duty  of  the  Company 
to  extend  the  Tccumseh  branch  to  the  village  of 
Jackson,  on  the  line  of  the  Michigan  Central 
Road.  This  work  the  Company  deferred  until  the 
main  line  was  through.  Shortly  after  this,  and 
during  the  summer  and  autumn  of  1852,  they 
caused  surveys  to  be  made,  with  a  view  to  estab- 
lish the  proper  line,  and  hare  recently  put  the 
work  under  contract.  The  work  of  relaying  the 
T«cnro.-ieb  branch,  and  its  extension  to  Jackson,  is 
now  commenced.  The  length  of  this  br.-uich, 
from  the  main  line  to  Jackson,  is  about  forty-one 
(41)  miles. 

The  road,  balL-wtcd  and  fenced,  with  full  stock 
of  cars,  engines  and  stations,  in  comphte  order 
for  use,  it  is  estimated,  will  cost  about  jf8(X),000, 
equal  to  about  $19,000  |ier  mile.  To  provide  Uie 
necessary  means  for  the  construction  of  this 
branch,  new  stock  has  been  i.-'sucd  and  distributed 
among  the  stockholders  to  the  amount  of  $350,- 
000,  and  an  issue  of  bonds  of  the  Company  lo  tin; 
amount  of  $-500,000  has  been  authorized,  to  be 
secured  by  a  mortpjige  upon  this  branch  road,  tt> 
bear  intorest  at  seven  per  cent.,  and  payable  in 
1805. 

It  is  probable  this  road  will  be  eventually  ex- 
tended northerly  from  Jackson,  through  Lansinp, 
(the  seat  of  government  for  the  Stale  of  Michi- 
gan,) to  the  northern  part  of  ih"  SUite,  and  it 
will  no  doubt  be  an  imi>ortant  feeder  to  the  main 
line. 

There  is  also  a  road  now  being  constructed  by 
the  St.  Joseph  Valley  Railroad  Company,  from  the 
Michigan  Southern  Railroad,  at  Constantine,  tA 
the  village  of  Three  Rivers,  (a  di-stauce  of  about 
eight  (8)  miles,)  which  probably  will  be  brought 
into  use  in  October  next.  From  Three  Rivers, 
this  road  will  doubtless  be  extended  northwards 
at  no  very  distant  day  ;  it  will  ultimately  reach 
some  point  on  the  eastern  shore  of  Lake  Michi- 
gan, and,  together  with  the  road  through  Jack- 
son, will  greatly  increase  the  business  of  the  mani 
line  of  the  Michigan  Southern  Road. 

DIRECT    LINE    TROM    TOLEDO    TO    GOSHEN. 

In  looking  forward  to  such  mea.sures  as  might 
ultimately  be  necessary  to  secure  the  best  line  of  j 
railroad  between  the  head  of  navigation  on  Lake  j 
Erie  and  Chicago,  the  Directors  of  the  Northern  ! 
Indiana  Company  early  obtained  corporate  rights  j 
to  make  a  direct  line  of  railroad  from  Toledo,  in  j 
Ohio,  connecting  with  their  line  in  Indiana,  and  j 
%vith  these,  to  consolidate  the  line  in  Ohio  and 
Indiana  under  one  company.     Extensive  surveys 
were  made,  last  season,  to  determine  the   best 
location  between  Toledo  and  Goshen.     The  result 
has  been  the  esUablishment  of  a  highly  favorable 
line,  varying  in  length,  between  the  two  points, 
not  over  two  per  cent,  from  an  air  (or  direct)  line. 
The  bend  in  the  line  is  all  southward*,  making  a 
considerable  departure  from  the  piescnt  road,  and 
thereby  less  affecting  its  local  trade,  while  the  best 
"through"  line  is  secured.   The  total  length  of  the 
line  from  Toledo  to  Goshen  is  one  hundred  and 
twenty-two  (122)  miles.  There  are  but  four  curves 
on  the  whole  line.     There   is  one  straight  line 
seventy   (70)  miles  in  length.      The  maximum 
grade,  going  west,  is  twenty  feet  lo  the  mile  and 
going    east    ten    feet    to    the    mile.     Estimated ! 
cost,    (including    stations    and     rolling    stock,)! 
two  and  a  half  millions  of  dollars,  or  about  twen- 
ty  thousand  dollars  per  mile. 

To  provide  tho  mc  ans  necessary  for  the  con-  j 
struction  of  this  new  line,  an  issue  of  stock  to  the ; 
amount  of  $1,050,000  has  been  made,  and  distri- 1 
butcd  among  the  existing  Stockholders ;  and  an  I 
issue  of  the  bonds  of  the  Company  has  been  I 
authorized,  to  the  amoiuit  of  $1,500,000;  the! 
bonds  to  be  secured  by  a  mortgage  of  the  new  | 
road,  to  bear  interest  at  seven  per  cent.,  and  to  be ' 
payable  in  1868.  j 

The  Ohio  and  Indiana  Companies  have  been 
consolidated  under  the  name  of  the  Northern 
Indiana  Railroad  Company. 

Seyeatj  miles  of  tho  ruad  from  Toledo,  west' 
'-WKrd,  hM  b««a  pat  under  contr&Qt,  «ad  tb«  work 


is  now  comiutnced.  The  reniaimler  is  ndveriised 
for  contract,  and  proposals  will  be  received  on  the 
first  of  September  next.  The  rails  are  now  anlv- 
ing,  and  will  go  forward  so  jis  to  commence  laying 
Uie  superstructure  by  t!ie  first  of  October.  It  is 
the  iniention  of  the  Board  to  have  the  direct  line 
oj)ened  by  the  close  of  next  year.  This  line  pas.scd 
through  a  fine  district  of  country,  and  will  b« 
equal  to  any,  of  the  same  e.\t.ent,  in  supplying 
freight  and  jia-ssenger  bu^>ille5■t  for  the  road.  It  is 
very  well  s-Jitled,  for  a  new  country,  and  the 
opening  of  the  road  will  cause  its  improvement  to 
increase  rapidly. 

From  what  has  been  said,  it  will  be  seen  the 
direct  line  will  be  highly  favorable  as  to  grades 
and  alignment,  and  may  be  run  with  as  high 
speed  ;<s  any  other  road.  It  will  reduce  the  dis- 
tance from  Chicago  to  Toledo  to  two  huudrod  and 
thirty-one  (231)  miles,  and  from  the  highly  favor- 
able character  of  the  line,  it  may  be  run  in  about 
six  hours. 

At  a  point  70  miles  west  from  Toledo,  this  line 
is  iiitcri>ected  by  the  Logansport  and  North<Tn 
Indiana  Railroad,  now  in  progress  of  construction. 
This  road  is  .ibout  W  miUs  in  length,  and  gives 
the  Northern  Indiana  llo.id  a  connection  with  the 
Valley  of  the  Wabash  at  Logansport.  Surveys 
are  now  beiiif  made  to  extend  the  line  southwest 
from  Logansjjort,  to  f«rm  a  connection  with  the 
Teirc  Haute  and  AUon  Road  at  Paris,  in  Illinois. 
This  will  make  the  most  favorable  route  to  con- 
nect the  navigation  of  Lake  Erie  with  the  Missis- 
sippi at  Alton  and  St  Louis,  and  cannot  fail  to  ac- 
cumulate a  very  large  business  on  the  eastern 
section  (of  70  miles)  of  tho  Northern  Indiana 
Road. 

CONVECTIONS  WITH  OTHER  ROADR. 

Favoratile  arrangements  have  been  made  At 
Toledo  fur  connection  with  the  Cleveland  and  To-, 
ledo  Road.  At  Cleveland  there  is  a  connsction, 
by  the  road  along  the  shore  of  the  lake,  with  Erie, 
Dunkirk  and  Buffalo.  By  the  New  York  ainl  Erie 
Road,  the  Buffalo  and  New  York  City  Road,  and 
the  New  York  Central  Road,  there  arc  now  con- 
tinuous railroad  connections  over  your  line  l.«etween 
Chicago  and  New  York  and  Boston.  The  line 
from  Cleveland  to  New  York,  via  Pittsburgh,  it  is 
supposed,  will  be  complete  in  a  few  months.  Tho 
Cleveland  and  Mahoning  Road  is  now  in  pi(^ess 
of  construction  lioin  Clev<;land,  lo  intersect  th« 
Pennsylvania  Central  Road  at  or  east  of  Blairs- 
ville.  This  mad  i-*  of  the  K.irae  gauge  as  the 
Michigan  Somliern  and  Northern  Indiana  Roads ; 
and,  when  it  is  completed,  there  will  be  a  coti- 
tinuous  line  from  Chicago  to  New  York,  to  Phila- 
delphia, and  to  Baltimoio,  of  unifonu  gauge.  Th« 
Erie  and  Sunburr  Road,  with  its  connections,  will 

make  another  route  by  which  your  road  will  have 
connection  with  New  York  and  Philadelphia. 

The  distances,  by  the  Northern  Indiana  Road, 
from  Chicago  to  New  Y'ork,  by  several  railroad 
routes  >iow  open,  and  that  will  be  open  in  a  short 
time,  are  as  follows : 

By  way  of  Buffalo  and  Albany  * 969  miles. 

By  way  of  Buffalo  and  New  York  City 

and  New  Y'ork  and  Erie  t 941  milec. 

By  way  of  Dunkirk  and  New  York  and 

Erie  1 986      " 

*  From  Chicago  to  Toledo 231)  «7i     ~i 

"      Toledo  to  Cleveland. ...  103  j:  ^"^^  ""'^• 

"      Cleveland  to  Buffalo 183     " 

"      BuflTalo  to  Albanv 298      " 

"      Albany  to  New  York 144     " 

Total  (Chicago  to  New  Yo.'-k)as  above  959  miles, 
t  From  Chicago  to  Buffalo  (as  above)  517  n>ilcs. 

"      BuSiilo  to  Horncllsville 91      " 

"      HorDcllsville  to  New  York. .  . .  333      " 

Totol,  (as  above) 941  inileB. 

X    From   Chicago    to  Clevtlaod,    (as 

above) 33i  miler 

"       Cleveland  to  Dunkirk 142      '♦ 

"       Dunkirk  to  New  Yoi  k 460      " 

total,  (ft3  Aboro) m  cuIm, 
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By  way  of  Mahoning   line  from  Cleve- 

landf 869 

By  w»y  of  Erie  and  Sanbury,  (.a  line    , 
that  may  be  expected  in  a  few  years,) 
nncertain ;  but  will  probably  be  not 
far  from 880 

The  distance  by  way  of  the 
Michigan  Central  and 
Canada  route,  when  com- 
pleted, will  be  () %!  niilee. 

The  detention  by  the  De- 
troit ferry  will  be  equi- 
valent to  (at  least) 20      " 

The  suspension  bridge  over 
the  Niagara  will  cause 
detention,  a^,  most  pro- 
bably, the  trains  will  re- 
quire to  be  broken  up  in 
passing  it,  and  can  hard- 
ly be  less,  reckoning  J)y 
time,  than  equivalent  to 
(probably  doubly  this)..   10     " 

991  miles. 

From  the  above  it  appears  that  the  Northern 
Indiana  route  to  New  York  or  Boston,  via  Albany, 
is  32  miles  shorter  than  the  route  by  the  Michigan 
Central  and  Canada  Roads.  The  allowance  for  the 
detention  by  the  ferry  at  Detroit,  which  is  equi- 
valent to'adding  so  much  of  the  length  of  the  route, 
will  be  considered  moderate  by  railroad  men.  It  is 
not  probable  that  a  suspension  bridge  of  800  or 
900  f»jet  span  will  have  the  sUbiliiy  necessary  to 
give  the  conHdence  to  travellers  that  will  ixsrmit 
trains  to  pass  over  unbroken,  and  a  detention  of 
twenty  minutes,  to  break  up  a  train,  get  it  over 
the  bridge  and  make  it  up  agaio,  cannot  be  re- 

.  garded  as  extravagant,  and  will  most  probably  be 
found  too  low  an  estimate  for  the  time  required.  It 
is  obvious,  too,  that  some  allowance  should  bo 
made  for  the  fact,  that  this  route  lies,  for  a  por- 
•'  tion  of  the  way,  through  the  territory  of  a  foreign 
government,  and  must,  therefore,  be  esjwsod  to 
delays  and  detentions,  resulting  from  police  and 
custom  house  regulations.  It  is  therefore  believed 
to  be  a  moderate  estimate  to  put  the  detention  by 
the  Detroit  ferry  and  the  Niagara  suspension  bridge 

.    as,  in  time,  making  thirty  miles  in  the  distance  of 
travelling. 

The  Northern  Indiana  Road,  from  Chicago  to 
Toledo,  will  be  decidedly  8ui>crior  to  the  Micliigan 
Central  Road  in  grades  and  alignment,  and  may 
be  run  with  higher  8p«*.ed.  The  road  along  the 
south  shore  of  Lake  Erie  cannot  be  considered  as 
inferior  to  the  Canada  road  in  the  same  respects ; 
it  will  b«  much  less  liable  to  incumbrance,  in  the 
winter,  from  heavy  drifting  snows,  and  will  ha^e 
no  ferry  to  be  embarrassed  by  floating  lot,  as  may 
b«  expected  in  the  Detroit  River.  Without  regard 
to  other  considerations,  it  must  appear  from  the 
above  that  the  Northern  Indiana  Road  will  bare 
no  competitor  of  equal  facilities  in  communica- 
tion betweoo.Chicago  and  New  York,  or  Boston, 
via  Albany  ;  but  that,  by  way  of  Buffalo  and  Al- 
bany and  the  Hudson  River  Road,  it  will  be  32 
miles  shorter  than  by  the  Michigan  Central  and 
Canada  route.  On  the  same  principl«,  by  the 
New  York  and  Erie,  via  Buffalo  and  New  York 
City  Roads,  the  Northern  Indiana  line  will  be  60 
miles —  via  Dunkirk  and  New  York  and  Erie,  65 
miles — and  via  Mahoning  and  Central  Penn.syl- 
vania  Roads,  122  miles,  shorter  distance  to  New 

^  From    Chicago    to  Cleveland   (as 

above ) , ".'^4  mile«. 

■••       Cleveland  to  Blairsville 172      " 

»-  "       Blairsville  to  Dauphin 187      " 

"       Dauphin  to    New  York    (by' 
way  of  Allentown  and  Easton) jl78      " 

Total,  (as above) |869  miles. 

§  From  Chicago  to  Detroit 283      " 

Dfti  oitto Niagara,  via Canada.228      " 

"       Niagara  to  Albany 806      " 

"      Albany  to  New  York 144      " 

Total,  Cbioaffo  to  y«wTork,  Cu«boT*;,Ml  allci. 


York  than  the  route  by  the  Michigan 'Central  and 
Canada  Roads. 

The  superiority  of  the  Northern  Indiana  Rail- 
road rnutu  over  the  last  named,  for  connection 
with  PhiLidelphia,  Baltimore  and  Washington, 
leaves  no  room  for  competition.  The  distance 
from  Chicago  to  Philadelphia  will  l)o  (by  North- 
ern Indiana,  Cleveland  and  Central  Pennsylvania 
roads)  over  200  miles  shorter  than  by  the  Canada 
and  Michigan  Central  route.  A  glance  at  the 
map  shows  that  the  route  from  Chicago,  via.  To- 
ledo and  Cleveland,  is  very  direct  to  Philadelphia 
and  New  York.  Aside,  howover,  from  the  ques- 
tion of  distance  and  time  of  traveling,  there  are 
other  considerations  of  great  importance  that  will 
largely  control  the  course  of  travel.  Between 
Chicago  and  Buffalo,  the  Northern  Indiana  and 
Lake  Shore  linss  will  be  intersected  by  roads 
leading  southerly  and  south-easterly,  through  In- 
diana, Ohio  and  Pennsylvania,  touching  the  Ohio 
River  at  certain  points,  and  opening  communica- 
tion with  Kentucky,  Virginia  and  Maryland, 
thereby  collecting  a  largo  traffic,  independent  ol' 
that  which  reaches  the  seaboard.  I3uffalo,  the 
eastern  ftwus  of  lake  commerce,  will  bo  reached 
by  the  Northern  Indiana  route  without  the  uncer- 
tainty and  embarrassments  attending  ferries  over 
large  and  rapid  rivers,  encumbered  in  the  winter 
with  islands  of  floating  ice.  In  order  to  reach 
Buffalo  by  the  Canada  road,  a  side  route  of  25 
miles  must  be  encountered,  with  all  its  indirect- 
ness, additional  distance,  and  consequent  delay, 
or  by  a  branch  from  the  Canada  road,  that  will  be 
more  direct,  but  must  encounter  a  difficult  ferry 
across  the  Niagara  river:  the  interest  of  Buflalo, 
therefore,  will  bo  with  the  Northern  Indiana 
roa«l. 

With  the  above  remarks,  it  is  left  for  the  stock- 
holders to  examine  the  map  of  the  country,  and 
judge  if  there  can  be  any  reasonable  grounds  to 
doubt  that  their  roads  will  command  a  largely  re- 
munerating business.  The  Directors  have  here- 
tofore believed,  and  see  nothing  to  change  that 
belief,  that  the  great  western  thoroughfare  will  be 
along  the  south  shore  of  Lake  Erie,  and  thence 
by  the  Northern  Indiana  Road  to  Chicago.  Into 
this  route  will  be  gathered,  from  the  numerous 
railroads  intersecting  from  the  south,  an  immense 
amount  of  travel.  At  Chicago  it  connects  with 
the  Chicago  and  Rock  Island  road,  which,  with 
the  Mis.sissippi  and  Missouri  roads,  will  form  an 
extension  of  this  great  western  thoroughfare  from 
the  eastern  and  south-eastern  Atlantic  seaboard 
to  Council  Bluffs,  on  the  banks  of  the  Missouri; 
and  thence,  ultimately,  it  will  be  extended  to  the 
Pacific.  No  doubt  there  will  be  otiier  routes  by 
railroads  from  the  east  to  the  west,  but  they  must 
be  inland,  and  possess  inferior  commercial  advan- 
tages, for  the  reason  that  the  heavy  traffic  of  the 
country  will  seek  the  great  chain  of  lakee,  as  the 
most  economical  means  of  transit.  To  illustrate 
this : — a  barrel  of  flour  may  be  taken  by  lake 
navigation  from  Chicago  to  Buffalo  for  25  cents, 
and  thence  to  New  York  for  50  cents,  (which  will 
ultimately  be  reduced,)  a  total  of  75  cents  fVom 
Chicago  to  New  York.  A  similar  relative  result 
would  be  obtained  from  Toledo  to  New  York. 

No  railroad  transportation  can  successfully 
compete  with  this  ;  and  therefore  it  is,  that  rail- 
roads in  the  Western  States  concentrate  to  the 
most  accessible  lake  ports.  Almost  any  railroad 
map  will  show  the  concentration  to  Milwaukie, 
Chicago,  Monroe,  Toledo,  Sandusky,  Cleveland, 
Buffalo,  and  other  similar  lake  ports,  and  espe- 
cially to  the  more  important  ports  of  Chicago,  To- 
ledo, Cleveland  and  Buffalo.  The  conclusion  is 
therefore  irresistible,  that  the  road  which  passes 
through  th<  se  lake  ports,  must  have  an  eminent 
superiority  as  a  great  commercial  thoroughfare. 

A  railroad  line  starting  from  Buffalo,  and  fol- 
lowing westward  along  the  south  shore  of  Lake 
Erie,  to  its  head,  at  Toledo,  and  then  in  a  direct 
course,  by  the  roads  of  the  Michigan  Southern 
and  Northern  Indiana  Companies,  across  the  Isth- 
mus of  Michigan  to  Chicago ;  thence  west,  to  the 
MissUsippi,  at  Rock  Island,  and  the  Council  Bluflii 
OD  the  MiHoori,  and  eTMtoallj  to  th«  Pacifie, 


must  constitute  a  channel  of  trade   and   travel  of 
unparalleled  importance. 

Chicago,  the  western  terminus  of  your  roads,  is 
the  centre  of  a  large  business.  The  traffic  of  a 
large  cotintry,  independent  of  the  great  line  west, 
concentrates  there  by  several  railroads,  from  the 
north,  north-west  and  south ;  namely :  The  Chi- 
cago and  Mississippi  fVom  Alton ;  the  Chicago 
Branch  of  the  Illinois  Central ;  the  Galena ;  the 
St.  Charles  and  Mississippi ;  the  Fond  du  Lac  and 
the  Milwaukie  Lake  Shore  road,  in  addition  to 
those  before  mentioned.  From  and  to  this  point 
an  extensive  travel  will  move  to  and  fVom  the 
east,  on  the  Northern  Indiana  Road. 

To  improve  the  Companies'  portion  of  this  great 
thoroughfare,  the  new  line  between  Toledo  and 
Qoshen  has  been  commenced,  and  the  Board  feel 
confident  that  this  is  the  true  interest  of  the  Com- 
panies. The  work  will  be  constructed  by  the 
Northern  Indiana  Company,  a.s  consolidated. 

The  line  will  be  constructed  with  a  single  track, 
with  bridges  and  culverts  to  provide  for  a  double 
track,  which  no  doubt  will  be  required  very  soon, 
and  most  probably  must  be  commenced  immedi- 
ately after  the  opening  of  the  new  line  for  busi- 
ness. The  Board  are  fully  impressed  with  the 
imi>ortance  of  pursuing  the  moat  active  measures, 
to  provide  for  the  increasing  traffic  that  will  seek 
this  channel  of  communication,  and  will  not  hesi- 
tate to  make  further  improvements  in  their  line, 
and  a  double  track,  as  soon  as  the  growing  busi- 
ness of  the  road  may  render  it  ex|»edient. 

The  litigation  with  the  Michigan  Central  Railroad 
Company  has  not  yetbeen  broughtto  a  close.  The 
case  is  pending  in  the  Supreme  Court  of  the  Uni- 
ted States,  and  will  probably  be  decided  at  the 
next  term  of  that  court  at  Washington.  The 
Board  are  fully  satisfied  the  law  is  with  the 
Northern  Indiana  Company,  and  have  no  reason 
to  doubt  that  the  rights  of  the  Company  will  be 
vindicated  by  a  decision  in  their  favor. 

The  business  of  the  road,  for  the  first  year  of 
its  operation,  ending  June  30th,  1353,  has  exceed- 
ed the  expectations  of  the  Board.  The  report  of 
the  Treasurer  is  hereto  appended,  and  exhibits 
the  financial  condition  of  the  Company.  The 
Board  have  every  reason  to  believe  the  business 
of  the  current  year  will  be  considerably  greater 
than  that  of  the  last.  The  connections  eastward, 
last  winter,  were  imperfect.  The  roads  on  the 
lake  shore  line  were  not  completely  opened  until 
late  in  February  ;  and  being  ncvly  opened  for  bu- 
siness, at  the  most  unfavorable  season  of  the 
year,  were  in  bad  condition ;  and  being  also  very 
inadequately  stocked  with  cars  and  engines,  the 
small  amount  of  business  offered  was  very  much 
embarrassed.  During  the  present  season,  these 
roads  are  being  ballasted,  and  the  machinery  in- 
creased, so  that,  by  the  close  of  navigation,  they 
will  no  doubt  be  fully  prepared  to  conduct  with 
promptness  all  the  trade  in  passengers  and  freight 
that  may  be  oflered.  Thus  far,  the  summer  re- 
ceipts on  your  roads  are  largely  in  advance  of  the 
same  during  the  corresponding  period  of  last 
year.  The  increasing  trade,  and  increasing  facili- 
ties, it  is  believed,  will  advance  the  gross  receipts 
of  the  current  year,  at  least  thirty  per  cent,  over 
those  of  last  year.  By  order  of  the  Boards  of 
Directors.  JOHN  B.  JERVIS,  President. 

July  30, 1853. 

TR£SRURERS    REPORT   r,.>5:       •':.;•. 

7^  the  Directors  of  the  Michigaji  Southern  and 
Northern  Indiana  Railroad  Covipanics. 

I  submit,  herewith,  sundry  statements,  showing 
the  financial  condition  of  the  Companies,  at  the 
close  of  the  year  ending  30th  June  last. 

The  statement  marked  "A,"  shows  the  standing 
of  the  Companies  in  general  account. 

It  will  be  seen,  from  this  account,  that  the  total 
expenditure  for  construction  and  equipment  of 
the  Michigan  Southern,  Northern  Indiana,  and 
Erie  and  Kalama/.oo  Railroads — 317  miles  in  all — 
has  been  S6,446,864  66 ;  being  a  bttle  over  $20,- 
000  per  mile. 

The  Companies  have  also  invested  9441,940  14, 
fbr  itMiabcNita  to  make  the  neceuary  oonoeotloDi 
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upon  Lake  Erie.  Two  of  these  steamboats,  the 
Southern  Michigan  and  the  Northpru  Indiana,  are 
under  charter,  for  the  present  season,  to  the  New 
York  and  Erie  Railroad  Company,  for  the  sum  of 
$75,000.  The  other  boats  are  run  by  and  at  the 
expense  of  these  Companies. 

The  acconnt  also  shows  iron  rails  on  hand,  pro- 
vided for  the  Jackson  Branch,  to  the  value  of 
S281,023  27,  aud  stocks  (principally  stocks  of 
these  Companies,  and  of  the  Chicago  and  Rock 
Island  Railroad  Company)  to  the  amount  of 
8121,677  31. 

The  statement  marked  "B,"  shows  the  gross 
earnings  of  the  Companies  for  the  year  ending 
3Uth  June  last,  aud  the  amounts  paid,  during  the 
same  time,  for  operating  expenses  and  interest, 
including  taxes,  and  rent  of  the  Erie  and  Kala- 
mazoo Road. 

The  statement  marked  "C,"  exhibits  the  condi- 
tion of  the  income  account. 

Respectfully  submitted,      • 

Edwin  C.  Litchpield,  Treas'T. 
Office  of  the  Michigan  Southern  and 
Northern  Indiana  Railroad  Com 
panics,  New  York,  July,  1863 
A. 
The  Michigan   Southern  and    Nortlum  Indiana 
Railroad  Go's  in  Oeneral  Account. 

Debtor. 
Michigan  Southern  R. 
R.  Co. : 
Constmctionacc't.S3,237,494  08 
Northern  Indiana  R.  R. 


It  lEI 

=1 


Co.: 

Constniction  acc't. 
Erie  and  Kalamazoo 
B.  R.  : 

Construction  acc't. 


2,929,316  74 


280.043  84 


Steamboats 

Iron  rails  on  han<l 
for  the  Jackson 
Branch 281,023  27 

Wood  and  mate- 
rials on  hand..      106,798  08 


S6,446,864  66 
441,940  14 


Bills  and  sums  re- 
ceivable          26,893  19 

Stocks    on   hand, 

(principally     of 

the  Chicago  and 

Rock  Island, and 

the  Michigan  S. 

and  N.  lindiaua 

R.  R's,) 121,577  31 

Cash  in  banks ....  109,486  28 
Cash    in  hands  of 

superintendent 

and  agenU 210,740  13 


387,821  35 


468,196  91 


$7,744,812  06 
Creditor. 


Michigan  Southern  R. 
R.  Co. : 

CapiUl  stock SI ,400,000  00 

Debt  to  SUte  of 

Michigan,    pay- 
able $60,000  per 

annum,  int.  at  6 

percent 126,000  00 

8  per  cent,  bonds 

doe  this  day...        28,564  00 
Mortgage  bonds,  7 

per    cent,    due 

J860 1,000,00000 

7  pes  cent,  bonds, 

doe  1863 288,000  00 

8  per  cent,  income 

bonds,  due  1867      600,000  00 
BiUs  payable 643,914  00 

Northern  Indiana  R.  R. 
Co.: 

CapiUl  stock $1,400,000  00 

Mortgage  bonds,  7  ^--»ji. 

per  oeot,    da* 


1861 1,000,00000 

7  per  cent,  bonds, 

due  1863 500,000  00 

Bills  payable 389,481  22 


3,289,481  22 


Erie  and  Kalamazoo  R.  R.  Co.  mort- 
gage bonds,  7  per  cent 300,000  00 

Balance  of  income  account,  this  day  299,307  16 

Dividends  due,  uncalled  for 646  69 


$3,866,478  00 


$7,744,812  06 

New  York,  July  1st,  1863. 

B. 

Table  of  Earnings^  of  the  Michigan  Sovthern  and 

Northern  Indiana  RailroaJy,  for  the  year  ending 

mth  June,  1853. 

Mails  and 
Months.  Pa-ssengers.  Freight.    Miscellan.  Totals. 
1852. 

July $64,303     $23,168     $       42    $77,516 

August....   63,403      28,063  126        91,698 

September.  68.317      46,972        ■  115,289 

October...   79,180      62,061  .     131,232 

November.  41,573      66,805         3,704       102,083 
December..  30,444      26,269  •  66,714 

1863. 
January...   30,525       16,159  46.686 

February..   39,237      10,137  65,374 

March 63,460      20,168  83,629 

April 74,300      28,061         6,017       108,379 

May 83,032      36,167       25,610      144,809 

June 93,045      34,470       17,916       145,430 

Mails 42,183        42,183 


ToUls.. $720,825  $384,4%    $95,600 $1,200,922 

Gross  earnings  for  the  year,  as  above  . .  $1,200,922 

Operating  expenses,  includ- 
ing taxes  and  rent  of  the 
Erie  and  Kalamazoo  R.. $579,035  . 

Interest 212,265 

Extraordinary  expenses  in- 
curred, in  forming  the 
Boat    connections    upon 

the  Lakes,  in  1862 34,357 

,.-.,.. $826,259 

Nett  profits  for  the  year $374,662 

C. 
Income  Account,  Michigan  Southern  and  Northern 

Indiana  RaUroad  Companies. 
1863.  Debtor. 

Jan'y  1.     To  divideud  declared  this 

date,  6  per  cent., $124,970  63 

July    1.     To     operating 

and  expense 

-      '     '■  account,    12 

months  ....  $579,036  30 
"       "    To  interest...   212,266  97 
CI      ..    To  extraordin- 
ary expenses 
on  the  Lakes    34,367  86 

826,269  13 

Balance 299,307  16 

"  ^  $1,260,636  81 

1853. 

July    1.     To  dividend  declared,  pay- 
able July   6,  of  7  p«r 

cent ■ 196,000  00 

:'  \     Balaode 103,705  16 

■  •  ;■•         ■  ':^   -V^  /.   ■  $299,307  15 

1862.  *,;;■•;';*    :   ■     -:  Creditor. 

July    1.    By  balance  thU  account, 

this  date $      49,614  70 

By  earnings,  from  Julv  1, 
1862,  to  July  1, 1853,  as 
\       •    persUtement 1,200,922  11 

'  ■     "  ;^'r^' :-.  :■:  .•■  >■   ^  •:    $1,250,536  81 

1863. 

July    1.    By  balance.... $299,307  15 

July.        By   utUoce  iocome  ae- 


j 


coimt,    after    payment 

July  dividend $108,807  16 

Office  of  the  Michigan  Southern  and  ^ 

Northvrn      Indiana      Railroad  > 

Companies,  Nov.  7,  1863.  J 

The  numerous   delays   attending  the  issaing  of 

the  preceding  report,  enables  the  Directors  at  this 

time  to  give  a  statement  of  the  earnings  of  these 

roads,  for  the   last  four  months   ot  the   preoent 

year  1862 ;  it  is  an  follows : 

1862. 

Earnings  for  July $81,030  70* 

Do.  August..    95,108  67* 

Do.  Sept 118,805  26* 

Do.  Oct 134,747 


48" 


1863. 

$116,263  02 

164,063  86 

198,387  46 

220,804  02 


$429,692  19 


$689,618  36 
429,692  19 


Increase,  four  months,  (over   sixtv 

per  cent.) !$269,826  16 

E.  C.  LiTCHFiELO,  TVeasvrer. 

Hcmpfleld    Hallroad. 

The  following  is  an  abstract  of  the  annual  re- 
port recently  ittsued  by  the  above  company  : 
Receipts,  from  stockholders,  corporate  and  indi- 
vidual, in  payment  of  installments.  . .  $199,822  00 
Disbursements,  in  construction, for  land 

damages, salaries, iS&c...$  149,646  02 

Interest  paid  on  stock 466  66' 

$160,111  67 

Balance  on  liand $49,710  33 

Eestimated  cost  of  the  road  with  the 

rolling,  stock,  &c $2,986,778 

Stock  subscribed 1,945,250 

Deficiency $1,046,528 

The  report  proceeded  to  state  the  means  of  the 
Company  to  supply  this  deficiency  ;  and  described 
the  financial  condition  of  the  Company  as  pros- 
perous and  healthy.  The  Company  is  entirely  out 
of  debt ;  it  h:is  issued  no  bonds ;  and  has  made, 
and  will  make  no  sacrifices  in  negotiating  th«  se- 
curities in  its  hands.  The  resources  of  the  Com- 
pany, in  stx)ck,  bonds,  &c., now  in  hand  and  avail- 
able, amount  to  $1,795,138  43.  *  ^ 

The  Company  has  issued  a  notice  calling  for  a 
monthly  instalment  of  ten  |»er  cent,  upon  all  the 
stock,  which  has  been  promptly  and  punctually 
met.  Arrangements  have  been  made,  by  the  Fi- 
nance Committee  of  the  City  of  Philadelphia,  to 
make  to  the  Company,  monthly,  a  payment  of 
$60,000  upon  its  stock. 

Along  the  entire  route,  fW>m  Qreensbur^g  to 
Wheeling,  all  the  heavy  and  niocit  of  the  light  jobs 
are  under  contract,  and  in  a  fair  state  of  advance- 
ment. 

Between  Wheeling  .ind  Washington  every  sec- 
tion is  under  contract,  with  astipulation  that  they 
shall  all  be  ready  for  the  o)>ening  of  the  road  be- 
tween these  pointe  at  the  close  of  the  coming 
year,  at  or  about  which  time  the  promised  com- 
pletion of  the  Chartiers  Valley  Roaid  will  connect 
the  Hempfield  Road  immediately  at  Pittsburgh, 
with  the  Pennsylvania  Central  Road.  This  part 
of  the  road  is  in  a  great  state  of  forwardness,  and 
is  pressed  with  all  possible  vigor.  There  are  1,- 
500  men  now  working  upon  the  road. 

On  the  Eastern  part  of  the  road,  the  lettings 
have  been  principally  confined  to  the  heavy  jobs, 
all  of  which  have  been  commenced  and  are 
vigorously  urged.  If  completed  within  the  time 
fixed  by  the  contracts,  this  portion  will  be  ready 
for  the  superstmcture  early  in  the  summer  of  '56. 
The  progress  of  the  entire  woi  k  equals  expecta- 
tion and  maintains  the  original  calculation  as  to 
the  period  of  completion. 

*  The  apparent  discrepancy  between  the 
amounts  here  stated  and  those  appearing  on  table 
B.,  is  accounted  for  by  the  fact,  that  in  this  table 
the  monthly  proportion  of  the  earnings  for  carry, 
ing  the  mail  is  added  to  each  month  separately^ 
whilst  in  table  B.  the  whole  year's  earnings  from 
that  source  is  added  in  one  sum  at  the  bottom. 
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Hortli  0«r*it»«. 

North  Carolina  Railroad. — Wo  learn  (says  the 
Raleigh  Standard,  of  Saturday  last)  that  the  iron 
has  been  laid  down  upon  this  road  for  twelve 
miles  this  Hide  of  Goldsborougb,  and  that  the 
grading  from  that  place  to  this  is  expected  to  be 
completed  by  Ohristmaa.  The  distance  from 
Goldsborougb  to  ihe  Nense  is  twenty-two  miles, 
and  an  engine,  it  is  exi)ect<Ml,  will  be  put  on  when 
the  iron  is  laid  to  the  river.  The  distance  from 
the  river  to  this  point  is  about  twenty-»ix  miles. 
The  Company  will  take  charge  of  the  road  to  the 
N«use,  or  will  be  entitled  to  do  so,  after  the  1st 
January. 

We  learn  that  the  iron  for  this,  the  1st  Division, 
which  extends  from  Qoldsboruugh  to  about  six 
miles  above  Raleigh,  is  of  the  heavy  T  putleru, 
and  looks  jis  if  it  would  do  excellent  service. 

6or.  Morehead,  the  President  of  the  Company, 
passed  through  this  place  on  Wednesday  last,  on 
bis  way  to  Beaufort.  We  understand  he  has 
recently  purchased  the  iron  for  the  2d  Division, 
which  extends  from  the  point  mentioned,  above 
Raleigh,  t©  the  Guilford  line.  We  do  not  know 
the  price  he  is  to  pay  for  the  iron. 

It  is  confidently  expected  that  the  road  will  be 
completed  from  Goldsborougb  to  this  place  by 
May  or  June  next. 

We  learn  that  the  grading  of  the  North  Carolina 
Road  is  expected  to  be  completed  to  Hillsborough 
by  the  1st  of  January  next. 

Wilmingtan  and  MaiukeiUr  Railroad. — Wo 
understand  a  train  crossed  Eagle's  Island  yester- 
day, and  that  the  passenger  and  freight  trains  will 
run  regularly  to  that  point  on  and  after  Monday 
next. — This  will  reduce  the  time  in  this  line  about 
three-quarters  of  an  hour.  The  staging  is  now 
redact  to  fourteen  miles,  and  within  ten  days  a 
further  reduction  of  five  miles  will  be  mitdc.  The 
gap  between  the  two  ends  of  the  road  is  now  only 
Dine  miles,  which  the  Company  hope  to  finish — 
except  the  bridge — by  the  close  of  the  year. 

Raleigh  and  Gaston  Road. — The  Report  of  the 
President  and  Directors  exhibited  a  prosperous 
and  satisfactory  condition  of  the  Company's  af- 
fairs. We  learn  that  the  receipts  for  the  fiscal 
year,  from  freight,  passengers  and  mail  service 
amounted  to  about  SI  20,000 ;  and  the  expenses 
for  the  same  period,  exclusive  of  construction  ac- 
count, about  S60,000.  A  dividend  of  3  per  cent, 
has  been  declared  by  the  Directors,  and  $2,500 
appropriated  to  the  sinking  fund. 

The  following  gentlemen  constitute  the  Board  of 
Directors  for  the  ensuing  year :  George  W.  Morde- 
cai,  Thomas  Miller,  N.  T.  Green,  and  L.  O'B. 
Branch  on  the  part  of  the  stockholdsrs ;  and  John 
G.  King,  Dr.  William  J.  Hawkins,  and  Gaston  II. 
Wilder  on  the  part  of  the  State.  Mr.  Branch  was 
unanimously  re-elected  President  of  theOompany, 
the  afiairs  of  which  he  has  managed  during  the 
past  year  with  such  signal  ability  and  succes.^. — 
Ral.  Star. 


AMKnicAii  Railroad  journal. 

P.  J.  Tonrnadre, 


Chief  £iij{meer  Vickabur);,  Sbrertfport  and  Texas  KB., 
Vicluburg,  Miaa. 


Iron  Kalis  ▼!«  ^aebect 

The  large  quantity  of  Iron  Raibi  for  our  Wes- 
tern roads,  imported  via  the  St.  Lawrence,  (some 
80,000  tons  i^er  annum,)  has  induced  several 
houses  in  Quebec  to  give  their  almost  exclusive 
attention  to  its  transhiimient  at  that  point  to  the 
ports  on  the  Upper  Lakes,  to  which  it  may  be  des- 
tined. The  attention  of  those  Western  roads 
which  are  in  the  habit  of  receiving  their  iron  by 
that  route,  is  invited  to  the  Card  of  Messrs.  John 
Anderson  &  Co.,  of  Quebec,  in  another  column. 
They  are  very  largely  engaged  in  this  trade,  and 
we  understand  possess  ample  facilities  fur  giving 
it  the  utmost  despatch.  Our  railroad  companies 
will  understand  the  advantage  of  having  compe- 
tent parties  on  the  spot  to  attend  to  their  .iffairs. 


iHacliiiiiMts^  Tools. 

^-        A  SUPERIOR  CLASS,       I 
TYSSIONED  particularly  fur  Railroad  work.   manoflwUuret] 
1/toJ'-  B.  TINa  &  CO ,  dale  ALPaiOH,  Tisa  Si  Co ,) 
(JMtrT,  IIMI  MWXLL,  U4M. 


To  Locomotive  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  oflfer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op 
posiU!  the  City  of  New  Orleans,  and  within  300  feei 
of  the  River,  with  which  it  is  connected  ly  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slat(>d  roofit, 
and  wei-e  erected  In  1848  at  a  very  heavy  expense ; 
are  of  a  most  sabstantial  and  dnrablo  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  busine.ss.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith'^ 
tools,  Slc.,  &.C.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cqver  a  lot  800  feet  square  and  are 
amply  large  to  receive  the  necessary  machiuer}' 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans. 
Opelousas  and  Great  Western  Railroad  is  situated 
abont  800  yards  from  the  above  property,  which 
could  be  availed  of  toj  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New.  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  o( 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  oflercd  for  lease  oft'ers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery,— 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineen) 
generally. 

Applications  from  responbible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  CI  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &,  Pope,   Pine  Street,  New 
York. 


Itailroad  Iron  Via  Q,uebec. 

JOHN  ANDERSON  &  Co., 

COMMISSION    MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

Q^UEBEC, 

PARTIOULAR  attention  given  to  the  TraoShlpmenrorfron 
In  Traimicu  for  the  Wettcro  Lake  Porta,  likewis*  to  the 
Shii-iiieiit  of  Raib  in  Grea.  Britaia 
Qu4bfe.  Dee.  %  186S. 

Railroad  Iron. 

Two  THOUSAND  TONS  Erie  Pattern,  58  Itw.  to  the  yard, 
alruaUy  iiliipped,  anU  expectwl  here  aoon — for  Bale  by 
SStr  JOHN  U.  HICKS,  90  Beaver  at 


Tons  Y  orkshire  T   rail,  weighing  66 
lbs.   to  the  yard,  and  of  a  suiK'rior 
quality  daily  due  and  for  sale  by, 

NAYLOR  (t  CO. 


1300 


Oxford  Furnace,  N.  J. 

ESTABLISHED  A.  D.  1743. 

THE  Subuciiber  manufactures  and  keeps  constant- 
ly  on  liand  for  gale,  every  variety  and  size  of  Rail- 
road Wheels  made  from  the  celebrated  Oztord  Iron. 
All  orders  aJdreraed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  O.,  will  b«  tll«iid«4  to  promptly, 
ttopt.  11, 1812.        ly* 


VatiiabTe°''lfirork8  on  Kail- 
roads,  Railway  Engineer- 
ing, Steam  Engines,  &.c. 

LARDNER'S  RAILWAY  ECONOMY,  1  vol.Jt2  00 

THE  STEAM  ENGINE,  STEAM  NAVIGA- 
TION, ROADS  AND  RAILWAYS,  Ex- 
plained and  Illustrated  by  Dr.  LARDNER, 
8th  Edition,  revised  and  improved 2  00 

TREDGOLDON  THE  STEAM  ENGINE,  3 
vobj.,  4  to.,  ^  calf 60  00 

TREDQOLD  S  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1  60 

PORTWINE   ON  THE   STEAM   ENGINE..      60 

BURGOYNE'S  ART  OF  BLASTING  ROCKS, 
QUARRYING,  (fcC 81 

TREATISE  ON  TUBULAR  AND  GIRDER 
BRIDGES 81 

BAKER'S  LAND  AND  ENGINEERING 
SURVEYING 62 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 1  60 

PRIDEADX  ON  ECONOMY  OF  FUEL ....       81 

SEWELL  ON  STEAM  AND  LOCOMOTION 
Vol.  1 81 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 9  60 

GARR8  RAILWAY  LOCOMOTION  AND 
STEAM  NAVIGATION 1  76 

TRAUTWINE   ON    EXCAVATIONS  AND 

EMBANKMENTS 1  00 

Imported  and  for  sale  by  JOHN  WILEY, 

167  Broadway,  New  York. 


N.  York  and  A.  Haven  K.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Cotntnencing  Atundm/,  May  9, 1863. 


j& 


TailMS  FROM  mw  TORK.  TKAiaS  TO  NSW  TOBK. 

T  A.  &t.— AccomniodatJou  toS.SO  A.M.— Special,  from  Port 

New  IlHven.  i  Chester. 

8  A.  If.— Bzpreos  for  Bo«t(Hi,|5.00  A-M. — Couiniiitatioo  (hm 
atoppini:  at  Stam-|  New  Havea 

ford    aod    BriilKe-j6.16  A.M. — Accommodation  ftn 
port.  New  Haven. 

0.10  AU.— Special     for    Port  8.16  A.11— Accommodatiea  6n 

Chester.  New  Haven. 

1L30  A.M.— Accomniodatioo  for!9.86  A.H.— Expreaa  from  New 
New  Havea  I  Uaven,  Stopping  at 

8-00  P.M.— Kxpreaa    for    Newl  Bridgeport,      Nor- 

Ilavcii,  atuppiiig  ati  walli  and  iStamford, 

Stamford,  Norwalk|l-07  P.M.— Boston       Ezprew, 
and  Bridgeport       {  stopping  at  Bridgo- 

i.00  P.M.— Accommodation forj  port,  Norwalk  and 

New  Haven.  I  Stamford. 

6.00  P.M.— Ixpress for  Boston,  4.00  P.M.— Special,  ftom  Port 
stopping  at  N.  Ha-I  Cheoter. 


von. 
6.S6  P.M.— CommuUUoolbrN 

Havea 
&S0  P.M. -Special     for    Port 

Cfbaster. 


4.00  P.M. — Accomntodatkio  tn 
New  Uavea 

9.30  P.M.— Boston       Express, 

stopping  at  Bridge- 

.  i .     port,  Norwalk  and 


GEORGE  W. 
Keu  Haven,  Ma>f,  1863. 


StamfordL 
WHISTLES,  Jr.,  flup't 


Stuart,  Serrell  Sl  Co., 

:,..    CIVIL  ENGINEERS, 

Booms  22,  24,  20  &  27, 

167  Broadway,  New  York. 
Chablbs  b.  STCiBT,             Edward  W.  Sbrsill, 
Daxiil  Marsh,  " 


Samobl  MoElrot. 


New  Works  on  Civil  Engineering. 

THE  Field  Practice  of  laying  out  Circular  Curve*  (br  Rail- 
roods.— By  John  C.  Tnxvrwm,  Civil  Eogiiiaer— 2Dd  edl- 
tioo  in  poeka(.book  form. 

A  new  and  rapid  method  of  Calealating  the  Cubic  Cooteots  of 
BzcaTRticH  and  Kmbankmeute,  by  tba  aid  of  Diagrams.— By 
John  0.  TiButwhie,  Oiril  Engineer— with  10  Copper  PlateiL 

PriM  Om  DoUar  aaeln-poataM  on  the  Oturv  Three  C«DtH> 
•Dd  «D  the  XscarationB  and  Xmbankmeota,  Biz  Cents. 

fornlaby  WILLIAM  HAMILTON, 

HaB  Of  tlw  makfei  IiMUma, 


£STABIiISH£0    1796. 
McAllister  6l  Brother,      -  * 

OPTICIANS  and  Dealers  in  Mathematical  lostrumeuts,  at 
the  old  wtablished  ctaiid,  48  Chestnut  street,  Philadelpbia, 
Pa.  Matheiuatical  loatrumeots  separate  and  in  case:!,  Protrao- 
tor*,  Speciog  Dividers,  Drawing  I'eiia,  Ivory  Scales,  Tape  Mea- 
sure*, Salociieters,  Spy  OlaiiMa,  Micruacoptiii,  Spectacles,  By- 
drometera,  Platina  Points,  Magic  Lanterns,  etc  ,  etc  ,  etc. 

Our  lUuatrated  and  priced  Catalogue  is  (Uruished  go  appUoft- 
ttoo  and  seat  by  miUt  in*  9t  «turg», 
Vn,  V,  X8» 


lyii'ii'^i  —-■'fc'-i^-  *^  .- t..^j.^ ..jLu^tm.. 


.,    .  -  -f      ...  vi.",.'  A-j  .?  :. 


AMEHlGAlr    RAlLllOAD    JOURXAL. 
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(M    f\f\f\  nnAI-rrTLE MIAMI RAIL- 
^  1  ,UUU>UUUrOAU COMPANY  SIX 

PER  CENT.  FIRST  MORTGAGE  BONDS  FOR 
SALE. 

OpPICE  of  WlNSLOW,  L^NIRR    &  CO.  ) 

No.  52  WaU-8t.,  Oct.  6, 1863.         J 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
otfer  for  sale  one  million  of  their  SIX  PER 
CENT.  BONDS,  with  coupons.  Interest  and  prin- 
cipal payable  in  New  York,  the  former  half-yearly, 
Ist  of  November  and  Ist  of  May.  They  are  in 
sums  of  $1,000  each,  payable  the  1st  day  of  May, 
1858. 

These  Bonds  are  issued  under  the  express  au- 
thority of  the  Legislature  of  the  Sute  of  Ohio ; 
and  are  a  part  of  the  $1,500,000' Loan  authorized 
to  be  issued  by  a  vole  of  the  stockholders,  for  the 
purpose  of  raising  means  to  make  a  double  track ; 
the  greatly  increased  a'ld  increasing  business  of 
the  road  makes  this  absolutely  necessary. 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Springfield;  is  now  in  complete 
running  onier;  has  cost,  including  equipments, 
statioDs,  station-houses,  &c.,  up  to  this  date 
$2,708,109  19. 

This  Company  hold  stock  iu  the  Columbus  and 
Xeuia  Railroad  Company  to  the  amount  of  $386,- 
000,  which  now  commands  a  premium  of  20  per 
cent.    Also,  in  the  Hillsborough  Road  the  amount 
of  $11,716. 

been  as  follows : 

....$18,623  36 

46,327  68 

116,052  02 

221,139  52 

280,085  78 

321,398  82 

.405,597  24 
.487;845  89 
.626,746  35 


The  receipts  of  the  Road  have 

For  the  year  ending  Dec.  1, 1844. 
For  the  year  ending  Dec.  1,  1846 
For  the  year  ending  Dec.  1 ,  1846 
For  the  year  ending  Dec.  1,  1847 
For  the  year  ending  Dec.  1,  1848 
For  the  year  ending  Dec.  1,  1849 
For  the  year  ending  Dec.  1,  1850 
For  the  year  ending  Dec.  1,  1861 
For  the  year  ending  Dec.  1,  1862 
The  receipts  from  Dec.  1, 1862,  to 

1,  1863, 10  months  were 

For  the  same  period  year  before . 


Sept. 


.^644,625  69 
.411,797  06 


Increase  in  10  months $132,823  53 

The  position  of  this  road,  being  the  natural, 
shortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  in  the 
country. 

An  inspection  of  a  map  will  show  its  connections 
to  be  many  and  important.  This  road  operates 
the  Columbus  and  Xenia  Road,  and  runs  in  con- 
nection with  the  Cleveland  and  Columbus  Road  ; 
in  fact  tiiey  are  now  run  as  one  line  greatly  to  the 
advantage  of  all. 

Regular  annual  10  per  cent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  di- 
vidend of  6  per  cent,  in  1852.  In  1852  two  cash 
dividends  of  5  per  cent,  were  made. 

The  present  surplus  and  reserve 

fund  amounts  to $98,646  10 

The  mortgage  covers   the  entire 
line  of  roafl,  costing  to  date. . .  2,708,108  19 

To  be  expended  on  double  track, 
&c 1,600,000  00 


*      Value  of  security $4,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
one  of  the  most  ample  character,  being  a  first  and 
only  mortgage  or  deed  ot  trust  (excepting  one  of 
$100,000  to  the  City  of  Cincinnati)  on  the  Com- 
panv'sRoa<i,  Stations,  Franchises,  net  income,  &c., 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  for 
the  bondhalders,  with  ample  power  to  take  posses- 
sion of  the  Road,  its  real  and  personal  estate,  fran- 
chises, &c.. ,  and  to  sell  the  same  to  the  highest 
bidder  for  cash,  if  default  be  made  in  payment  of 
interest  or  principal.  The  mortgage  is  for  $1,- 
500,000,  and  cannot  be  increased. 

The  Stock  owned  by  the  Road  in  the  Columbus 
and  Xenia  and  Hillsborough  Railways  will  much 
more  (b»o  jfj  of  Hi*  $100,000  prior  Ueo  to  the 


City  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, excepting  this  loan  of  $1,500,000. 

These  Bonds  are  offered  at  private  sale  by  the 
undersigned,  Agents  of  the  Company. 

Printed  statements  of  the  afiairs  of  the  Com- 
pany, and  any  further  information  relative  to  the 
securities,  will  be  given  by 

■      ■    ^  WlNSLOW,  LANIER  &  CO., 

No.  52  Wall-st. 


Klinira  Car  Manufactory. 


THB  Underwgned  U  prepared  to  manufiicture  for  Bailroad 
Companies,  Faaseoj^r  Baggage,  CaUle,  Freight,  Grarel  and 
naad  Oara,  alao  Bag){age  Barrowa  aiMl  Frei);ht  Truckii. 

WM.  B.  BUTTSR. 
Elmim,  If.  T.,  June  1, 1853. 


The  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &c. 

Having  ample fjicilitics  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  (o 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Bail  Road  Bridges,  &.c.  made  toorderat 
short  notice. 

Orders  Respectfully  Solicited. 
Address,      ,  HE.VRY  SIZER,  Agent, 

Cincinnati  Ohio. 

Office  696  Fifth  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 


Railroad  Car  Works. 

TUB  Undersigned  are  prepared  to  manuCicture  for  Railroad 
Compauiea, Paiwenger,  Baegzge,  Cattle,  Freiirlit,  Qrareland 
Haad  Can,  also  Baggage  Uarrowii  mid  Freitrht  Trurk«. 

F.  HUNaB&FOBD  4t.  CO. 
Mat/nUU,  Ki/.,  Sept.  20, 1853. 


Hufty's 

KBClnvcra,  Archltceta  and  DrRftanteM'a 

STATIONERY  EMPORIUM. 


1  irHATMAN'S  Turkev  Mill  Drawioe  paper,  Trac- 
'  »     ing  paper.  Plan  and  Profile,  Protractors,  Draw- 
iiig  Pins,  Faber  8,  Jackson's  and  ether  makera'  Pen- 
cils; Field,  Level,  and  Memorandum  Books  n1  vari- 
ous patterns;  Mathematical  Instruments,  Tape-lines, 
Mouth  Glue,  Cross  Section  parer,  TriangUs,  Sabel 
Brushes,  Gum  Bande,  Huiden  Gum,  Red  Tape.  Ink, 
Inkstands  and  Sand,  Water  Colors,  Pallets,  Patent 
Binders  for  letters,  Portfolios,  etc.,  together  with  a 
ineral  assortment  of  Stationery  and  Blank  Boolu. 
\ll  (foods  packed  with  care,  and  forwarded  to  any 
.rt  of  the  United  States. 

JOSEPH  HUPTY, 
^  ..  -   ^    ..- Successor  to  H.  L.  Lipman, 
.K t>t   .^   .=  a  i3g  Chestnut  St.,  PhUadtiphia. 
H«7  IF,  1851.         -.^..,..  .  .«..  w  ..^ 


Bnffklo  Of^  Wozks. 


K' 


T0WN8JBND  &  COIT,  Propriaton. 

TTTX  ar*  new  erecting  an  extensive  EstabUafameBt  Ikr  tbe 
Yt  inaiui(act«ire  of  Uailroad  Cars,  wliich  wiO  b«  flimlafcail 
with  all  the  conveniences  knovrn  to  the  buaineaa,  aad  \tm<iS  Ibr 
opermtioa  bjr  the  1st  day  of  June  next,  at  which  Xkam  w*  «a 
be  ready  to  ezecMte  orders  for  Bacfa^e,  Box,  Ftat<>>rai  ia4 
Oattle  Oars,  of  the  most  approved  style  ac^  OaiA.  Me 
we  are  prepared  to  make  eootracu  for  wvk  to  b*  I 
anriof  the  aomBMr  aad  ML 

T0WM8SNI  *  OOR, 
,  f»hra>ry«,lMt, 

.i.  N.  GRAY,  ClcvclandroT, 

>E(;EIVKR   A\D   FOUWAiiDER  ol  ttailroaa 
V  iron,  ChatTH  and  Spik«a 

Also,  Cars,  Lix'.oinotives,  and  ail  kinds  of  Hachl- 
aery  Tor  Railroad  purposes. 
Office  not  door  to  the  Caatoni  Uoum:,  Main  m. 
Januarr  lA  ISSX 

SIXTY  MILES  DISTANCE  SAVKUl— ONLY  THIETT-filX 
AND  A  HALF  HOCKS  TO  CHICAGO. 

MICHIGAN  SOCTHEKN  RAILROAD  LINE,  camlog  tt* 
Great  Western  U.  8  Tlirough  .Mail— FOR  CHICAGO  AKD 
8T.  LOUIS,  MILWA^TKKE,  RACINE  KK.NOSUA,  and  all 
FortB  on  Lalte  Michigan.— TtiriHijrli  froni  BiiBalo  to  Mouroe  IN 
FODRTKKN  HOURS  WITHOUT  LANDING. 

The  folloAuig  niKj,'iiificeDt  and  UDe<4uaUed  Kteamors  from  the 
line  between  Bumilo  and  Monroe  : 

K.MPIKK  STATE.  J.  WiLaox,  Commaodo',  ieares  BntMo 
Moodaj-K  and  Tbunsdajii. 

SOUTHERN  MICHIGAN,  A.  D.  Pbrkikb,  Oommaoder, 
leavuH  Butlslo  TueHdays  and  Fridaya. 

NORTHERN  INDIANA,  L  T.  FHmATT,  Commander,  leaves 
Butlulu  WcdiicudayH  and  SaturduyH. 

OiM3  of  thu  alKJvc  liflctHlid  steamers  will  loeve  the  MichlKao 
Southern  Railroad  Line  Dock,  at  »  o'clock,  P.  M.  every  day, 
(except  Jiiinday*)  and  run  direct  tliroujrh  to  Monroe  without 
landiiiK,  iu  14  huura,  nbere  tbe  LigtiUiiug  Express  Train  wiU  be 
in  waiting  to  take  pussengi^ni  direct  to  Cliicayo  iu  8  hours '  ar- 
riving next  evening  i.l't«.T  k-avmg  liutlalu.  * 

THE  LAKE  SHORE  RAILROAD, 
runs  in  rounectioii  with  Uiii>  line,  running  Uie  ouly  cootiuuoiu  Boe 
of  Railroad  to  Chicago  and  the  Illiaot«  River. 

For  Tlirutigh  Tickets,  by  New-Vork  and  Erie  and  Buflhlo  aod 
Now. York  City  Kailraad  via  Ruflalo,  or  by  tlic  People'a  LiM  of 
dteainboata,  UudaOQ  River  Railroad  via  Albaiiv  and  BuftOo  •&• 
ply  to  ' 

JOHN  F.  PORTKR,Ac«nt, 
No.  IDS  Broadway,  comer  Dey.«t.,  N.  T. 


i>10A'TREAL.  Bl  MEW  YoRK 

AND 

Plattsburg^li  and  Montreal 

RAILROADS. 

GrO/xn  through  from.  PlaUtburgh  to  MonirtaL^J 
Paaeenger  Trains  leave  Montreal  for  Plattaburg  at  •  30  •.« 

and  &  p.ui.,  arrive  at  8  a.ni,  and  7.30  p.m. 

Leave  Pistuburg  for  Montreal  7.30  JLta.  and  4  p.m.,  arrive  « 
10  a.m.  and  S.50  p.m. 

Trains  coiuiet  at  Mootreal  with  Steamers  Ibr  Quebec,  and  the 
St  Lawrence  and  AtlanUc  Raiboad  Ibr  Shcrbrooke  aod  intar 
mediate  station. 

Trains  coiuiect  at  Mooen;  Junction  wiUi  Northern  (Ogdcns. 
burgh)  Railroad  for  Ofe'deni-biirgli  aod  Lake  Ontario  .Steamers  for 
Lewitfton,  Niagaru  FuUs  uud  Upiier  Cauadia,  and  uU  porta  on  th« 
West«ni  Lakcsi. 

Trains  connect  at  Plattsburgb  by  Steamer  to  Burlington  witk 
Rutland  and  Rurlingtuii  Railroad  and  connectuig  line*  Ibr  Troy, 
Albany,  New  York  and  BohIuii,  and  all  intermediate  stations. 
Abo  with  Bteaniers  fur  Whiteliall  to  the  Saratov  and  Waahmg- 
tou  Railroad,  and  coouuctiug  linen  of  road  tu  Troy,  Albany  and 
New  Yoak. 

Passcngem  will  And  Uiis  route  uneaquelled  for  comlbr  aod 
dispatcli,  and  attended  with  lessfatigue  and  dely  than  any  vUier. 
It  possesses  moreover  the  advantage  of  a  short  Ferriage  of  only 
tytten  minuted  across  the  River  St.  Lawrence  at  Caughuawaga, 
whicli  has  never  txcn  known  to  freeze,  and  can  be  cuulktaitly 
relied  u(xja  at  ail  seasooa  of  the  year. 

tSfi'ncghi  Tarius  run  daily  each  way. 

For  particulars  see  Friegbt  and  Passengw  TarU  ; 

BAOOAaa  checked  thrntgh. 

H.  W.  NELSON,  SupeilDtdodeat. 


.New  York  and  ISrie  II.  R. 

PASSBNGIR  TRAINS 
kiave  Pier  fout  of  Dusije  street, 
as  follows,  viz : 


m 


Day  Expaaas,  at  «  a.  m.  Ibr  Dunkirk  and  BulWo. 

Mail,  at  8.^  a.in.  for  Dunkirk  and  BiiSaki,  and  all  intermediate 
statJouB.  Pu8bcn};er«  by  this  train  will  reaiain  over  iiiglil  at  any 
station  between  BiiigUaintou  and  Coniing,  and  proce«d  the  next 
morning. 

AccoMiiODATioa,  at  I2>i  p.m.  for  Delaware  and  all  kiterme- 
diate  atationa. 

Wat,  at  S)i  p.m.  for  Delaware  and  all  inteniiediate  statlaoa. 

NifiHT  SXPKBSS,  at  t  p.  m.  for  IKuikirk  and  Buttklo. 

KmoRAiCT,  at  H  p.m.  for  Dunkirk  and  all  iuteniiediate  statkMM. 

On  Sundxyti  only  one  Bxpresf  Train — ut  &  p.m 

Tbe  Bxprua  Trains  coiuiect  at  Diaikirk  with  the  Lake  Shor« 
Railroad  for  Cleveland  Cinciiuiali.  Chicago,  etc.,  aod  at  Buflhlo 
with  Unit  class  spkuKbd  steamers  R>r  ClevelaixL  SaadiM^y  T«i*. 
do,  Dotrait  aod  Ohiuiu^  ' 

caaj.  MiNOT,  i«v% 


soo 


A3IEI11CAN    RAILROAD    JOURNAL. 


-^ 


WARSAW  dc,  KOCKFORD  RAILROAD. 

THE  preliminary  Surveys  are  now  complete  for 
the  First  Division,  (about  I'iO  mil»?$)  from 
Warsaw,  through Nauvoo,  Oquawka,  Koithsburgh, 
Rock  Island  and  to  Port  Byron,  including  both 
Rapids  of  the  Mississippi,  and  the  location  pro- 
gressing. The  character  of  the  countrj-  is  such, 
and  the  aurveys  so  near  to  any  location  that  will 
be  made,  that  Contractors  can  satisfy  themselves 
of  the  value  of  the  work  as  well  now  as  hereafter. 
Proposals  are  asked  at  the  Office  of  the  Company 
in  Warsaw,  Hancock  County,  Illinois,  for  Ihe  con- 
struction of  the  whole  or  part  of  the  road,  either 
by  quantities  or  by  the  mile.  Contract  will  not  be 
made  before  the  1st  of  January,  1864,  and  only  so 
soon  tbereafler  as  advantageous  offers  can  be 
made.  The  Company  are  willing  to  make 
general  contract,  for  cash  or  for  cash  and  securi- 
ties. 

The  route  of  the  road  is  generally  in  the  valley 
and  second  bottoms  of  the  Mississippi,  and  the 
work  can  be  completed  very  rapidly.  The  road 
ia  important  as  one  of  the  improvements  of  the 
navigation  of  the  Rapids,  and  abto  from  its  several 
(two  at  least)  connections  with  other  railroads. 
WM.  H.  ROOSEVELT, 

President. 
W.  R.  KINOSLEY, 

T.  S.  0SCLLIV4N,  Engii^eer, 

Consulting  Engineer. 

Warsaw,  Nov.  17, 1863.         

CORROSIVE  SUBLIMATE. 

THIS  article  now  extensively  used  for  the  preserva- 
tion of  timber,  is  manufactured  and  for  sale  by 
P.JWERS  &  WEIGHTM AN,  manufacturing  Chem- 
ists. Philadelphia. 

Jan.  20,  1849.  [ 

Railroad  Tlr  on. 

2rkrkn  TONS  FIRST  CLASS  WKLSH  BAILWAY 
,  V"  vr  IRON,  to  be  iiiaild  to  any  ortlioary  T  p»tleni 
r«>quire«l  by  the  buyorx,  and  for  shipment  IVofn  Newport,  Wale», 
in  December,  Jiuiu.iry,  aiid  March  next,  apply  to  the  unUer- 
•iinied.  Ibr  many  yoani  connected  with  the  LarKitat  house  in  the 
U^i!^  JOUNH.  AUSTIN  tec, 

44tt  2  Inffram  Court,  Feocburch  atre«t  Loudon. 

A  Valuable  Farm  In  Illinois 
for  Sale. 

SITUATED  in  the  Village  of  Savard's  Point  in 
Miynteomery  County  74  miles  North  of  Hills- 
burctugh,  about  36  South  of  SpringJUld  the  Capital 
of  the  Sute,  about  18  West  of  the  lUiTUtis  Great 
Central  Railroad,  about  4  or  6  North  of  the  Alton 
Sl  Terre  HavU  Railroad  and  about  18  miles  West 
of  the  inlerser.tion  of  the  two,  containing  80  icrcs 
of  rich  prairie  land. 
Apply  by  letter  or  in  person  to 
'  S.  S.  ROCKWELL, 

No.  16  South  Second  str.  Williamaburgh. 


COVINGTON  &  OHIO  RAILROAD. 

PROPOSALS  will  be  received,  at  the  Office  of 
the  Covington  and  Ohio  Railroad,  in  Coving- 
ton, until  the  15th  of  December  next,  for  the 
graduation  and  masonry  of  about  seventy-tivc 
miles  of  the  above  road  ;  of  which,  the  eastern 
portion,  comprising  fifty  miles,  lies  next  west  of 
Covington  ,  and  the  western  portion,  consisting  of 
about  twenty-five  miles,  lies  between  the  Ka- 
nawha River  and  the  mouth  of  Big  Sandy.  A 
large  share  of  the  work  to  be  let — including 
bridging  and  tunnelling — ia  heavy  and  desirable, 
and  is  well  worthy  the  attention  of  responsible 
contractors.  The  weatem  sections  of  the  above 
work  are  now  ready  for  examination,  and  the 
eastern  portion  will  be  prepared  for  inspection  by 
the  8th  of  December. 

Further  information  may  be  obtained  on  appli- 
cation at  the  company's  offices  at  Covington  and 
Quyandotte 

By  order  of  the  Board, 

CHARLES  B.  FISK, 
Chief  Engineer. 

N.  B. — The  Board  of  Public  Works,  of  Virginia, 
under  whose  direction  the  Covington  and  Ohio 
Railroad  is  to  be  constructed,  on  State  account, 
will  meet,  at  Covington,  on  the  15th  of  December, 
above  named,  for  the  purpose  of  receiving  and 
acting  on  the  proposals  that  may  then  be  offered. 

Nov.  10th,  1853. 


To  Railroad  Companies, 
Machinists,  Car  Man- 
ufacturers, etc.,  etc. 
CHARLES  T.  GILBERT, 

NO.  80  BROAD  ST.,  NEW  YORK, 

IS  prepared  to  contract  for  furnishing  at  manuiac> 
turers  prices —  i'      . 

Railroad  iron,         '    "  " 
Locomotive  Engines, 


J., 


Passenger  and  Preirht  Car?, 
Car  Wheels  and  A-xles, 


Chairs  and  Spikes. 
Orders  are  invited ;  and  all  Inquiries  In  relation  to 
any  of  the  above  articles  will  receive  imme<fiaie  atten- 
ion 


India-Rubber  Railroad  Car 
Springs,  etc. 

THE  UNITKD  STATES  CAR  SPRING  COMPANY,  har- 
fng  completed  th«ir  new  Factory,  are  manulhcturiti){  and  ftir- 
niahioK  to  Railroad  Companies,  ami  Car  BuUdtrt,  R  UBBER 
SPRINOS  of  the  best  quality  on  the  most  fdvorabl*  terms. 

Also,  McMullen'o  superior  WHITE  HOSE,  not  ouly  tor 
Bailroada^  but  all  other  purpo«ea,  and  of  any  size  or  thickiieii> 
r««iuii«d.  ^  Odfe«Na  26  CUfT  street, 

Auf.  \9, 1U8.       Sib  Ifsw  York. 


To  Railroad  Companies. 

COLLINS'  PATENT 

VENTIL.ATCIRS, 

FOR 

Ventilating  all  kinds  of 

Public  and  Private  Buildings 

Railroad  Cars,  Depots,  etc. 

THE  Subscribers  would  invite  the  at- 
tentiou  of  Uie  public  to  the  above 
celebrated  Patent  Ventilator.  Thia  VetH 
tilator  i8  the  bent  one  now  known  at,  for 
§;iving|a  p«ire  air  in  rooms,  and  ejecting  all  fuul  )tir.  It  has  been 
adopted  by  all  the  principal  Railroail  Conipanii-8  and  Car  Fac- 
tories, and  is  extensively  used  for  private  dwelllngx,  and  for  the 
cure  of  anioky  Obimneys  cannot  be  excelled.  Maiiutiictured  and 
for  sale  by 

BAKER  &  WILLIAMS, 
No.  406  Market  st.,  Glrard  Row, 
Sole  Agents  for  Pennsylwnia. 

CERTIFICATES. 
Engineer  Department  P.R.R.,  Altoona,  Feb.  8,  1853. 
This  is  to  certify-  that  Messm.  Bakek  tc  William!),  of  406 
Market  st,  Philadelphia,  )i.ive  ilimihhed  a  large  number  of  Col- 
linn'  Patent  Galvanized  Iron  Vaitilatoi-M  for  the  P.  R.R.  Co.,  and 
that  they  have  |{iven  every  imtisfactiuii,  acting  nilly  a.t  represent- 
ed.   I  consider  them  as  a  noceesary  api>endage  to  an  Engine 
House.    We  have  them  in  use  thirteen  iiicheA,  and  two  feet  diam- 
'iter,  acting  eijually  well.     So  well  satisfled  am  I  of  their  usefUl- 
ess,  that  t)ie  Engine  HouiieM  we  are  about  buikling  will  be  sup- 
led  with  them  at  every  point  where  a  draft  is  neceiwary  to  free 
building  of  smoke.  STRICKLAND  KNEASS. 

Principal  Aniatant  Engineer  P.  JLR.  Co. 

Engineer  Depart.  P.  R.R.  Co.,  PUUburgh,  May  12, 1853. 
itfeiwrs.  Rakbr  it  Williams, 

Dear  Sirs— The  23  Collins'  Patent  Ventilators  (\imiahed  by  you 
for  tlie  Enicine  Houite  at  tliis  place,  have  been  in  use  seveml 
moiithii  and  their  merits  have  t>een  Ailly  tested  and  have  given 
moMt  perlbct  aatislkction ;  betng  constructed  on  true  principles 
of  Ventilation,  aiul  the  worknumsbip  is  of  a  substantial  and  supe- 
rior character.  Yours  truly,  OLIVER  W.  BARNES, 
3in40            Principal  Atsiatant  Engineer  P.  R.U.  Co. 


Krupp^s 

C1.LEBRATED  CAST  STEEL, 

Which  obtained  the  Council  Modal  at  the  London  ExhibiUoa  Id 

186L 

WaiTonted  unapprotichahli  at  to  Quality  and  Site. 

FiATERS  and  other  Cast-Steel  Rollers,  of  any  dimemioiw 
not  exceeding  six  feet  long  by  eighteen  inches  diameter. 
Piston  Rods  and  Shafts  tor  Steam  Engines,  not  exceeding  3000 
Ibe.  in  weight. 
Railway  and  other  Axles,  Cranka,  Springs  and  Tyres. 
Cannon,  Rifle  and  Oun  Barreio. 
Mint  and  other  RoUiog  Milk 

Orders  received  by 

THOMAS  PROgSKR  A  801V, 

2S  Plan  aVM^  N«w  Tork. 

Sole  Agent*  tor th«Uoit«dSUtM.  .  ,-    v       ^ 

Nov.  1»,  1868. 


Chief  Engineer's  Office,   N.  &  P.   R.  R.  Co., } 
Norfolk,  Oct.,  13,  1863.         J 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  tliisotfice  from  the  3d,  until  the 
16th  day  of  December  next,  at  noon,  for  the  gra- 
dualion  and  masonry  of  62  miles  of  the  Norfolk  &. 
Petersburg  railroad  between  the  city  of  Norfolk 
and  Warwick  Swamp  in  the  county  of  Sussex. 

The  line  will  be  divided  into  sections  of  about  4 
miles,  and  bids  will  be  received  for  one  or  more  of 
said  sections. 

Mapw  and  profiles  of  the  line  will  be  ready  for 
inspection  and  specifications  with  forms  of  propo- 
sals may  be  hail  of  the  undersigned  on  and  after 
the  first  day  of  December. 

Pa^'ments  will  be  made  in  current  money  during 
the  pr  ogress  of  the  work  in  proportion  of  four- 
flfths  of  the  amount  due. 

As  soon  as  practicable  after  the  examination  of 
the  proposals,  those  to  whom  the  work  will  be  al- 
lotted will  ba  duly  notified,  and  if  deemed  necess- 
ary required  to  give  bond  with  satisfactory  secu- 
rity for  an  amount  not  exceeding  one-tenth  of  th« 
amount  of  work  to  be  done. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  .accord- 
ing to  contract,  or  reject  all,  if  none  are  satisfac- 
torj-. 

The  line  is  e;isy  of  access,  the  country  through 
which  it  passes  is  of  mild  climate  and  abundant  in 
supplies.  Postage  on  all  communications  must  be 
prepaid. 

W.  MAHONE, 
■       -  ,.  Chief  Engineer. 


Small  Rails. 

THE  SUBSCRIBERS  manufacture  and  keep  constantly  for 
sale.  Light  Rail*  of  tlie  most  approved  patterns,  weighing 
22,  29,  2<t,  4U  aud  50  lbs  |>er  yard,  suitable  tor  Culllen<,  Miners, 
Quarrymeuaud  Contractors,  or  for  turn  outs,  depot  and  braucli 
tracks.  CHARLES  E.  SMITH  dc  Co. 

1744  Fainnount  Iron  Works,  Philadelphia. 

CHA8.  S.  SMITH,  HENRY  MORRIS, 

TH08.  T.  TASKER,  WISTAK  MORRIS. 


Drawing. 

BBLANDOWSKI,  Topographical  and  Oma- 
•  mental  Draughtsman  and  Designer.  Maps 
accurately  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations,fur- 
niture,  fbnces  and  ornamental  foundry  work.  Ar« 
cbitectural  designs.  Drawings  from  nature  care- 
ftilly  prepared. 

References.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  corner  of  Franklin  aud 
Center  streets.  New  York.  Also  H.  V.  Poor,  Esq., 
Editor  Railroad  Journal,  and  Zerah  Colbum,  As- 
sistant do. 

Addreu,  care  of  Railroad  Journal,  9  Spniae 
street  New  York. 


Henry  I.  Ibbotson, 

manufacturer  of 

FILES   ANi>   SAWS, 

Warranted  of  superior  quality. 
Offlee  and  WarehouM,  218  Pearl  st.,  New  York. 


Book  and  Job  Printing. 

The  uDdersigned  have  added  to  the  PRINTINQ 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL,'* 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respectftiDy  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  Printinq  of  Exkibits 
Time-tables,  Circulars,  Tickets,  <f<.,  «f<, 

J.  H.  SCUULTZ  <&;  QOmiX 

Nw>  York  April  9,  1868. 
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STEAM  NAVieATION,  COMMERCE,  MINING,  MANUFACTURES. 

HENRY  V.  POOR,  Editor. 
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American  Railroad  Journal. 


'The Mechanical  Engineering 6iG\>AYimeni of  ^o»^i^^^,)  to  the  valley  of  the  Colorado,  known 
this  paper  will  be  under  the  charge  of  Mr.  Zerah  as  the  Walker  and  Tfjou  Passes. 

These  Passes  are  about  60  miles  distant  from 
each  other,  and  are  reached  from  San  Francisco 
by  a  route  le.ading  at  first  southerly  to  the  south 
point  of  an  arm  of  San  Francisco  Bay,  which  juts 
down  in  that  direction.  Thesce  northwardly 
around  the  north  side  and  near  the  base  of  Mount 
Diabolo,  a  point  in  the  Coast  Range,  3750  feet 
high.  Thence  turning  southerly  and  rising  from 
the  level  of  the  Bay,  passes  up  the  valley  of  the 
San  Joaquin,  and  through  that  of  the  Tulare 
Lake,  to  the  summit  at  one  of  the  Passes  which 
separate  the  waters  of  the  latter  lake  from  those 
which  flow  towards  the  Colorado. 

Of  the  two  Passes  named.  Walkers  is  the  most 
northerly,  and  is  situated,  according  to  Fremont, 
in  Lat.  36°  17'  N.  and  Long.  118°  36'  W.,  and 
has  an  elevation,  probably,  of  about  6000  feet 
above  the  sea. 

It  is  distant  from  San  Francisco,  by  the  route 
described,  not  less  than  360  miles,  and  is  only 
seventy  miles  in  a  direct  line  from  the  shore  of  the 
Pacific. 

From  this  Pass  three  distinct  routes  to  the  valley 
of  the  Mississippi  have  been  proposed. "  -  ;. 

One  of  these,^  advocated  especially  by  the  St. 
Louis  interest,  proceeds  from  Walkers  Pass  nortb- 


PUBLISHCO  BT  i.  H.  SOHULTZ  &  CO.,   No.  9  SPBDOB  ST. 


Saturday,  December  17,  1853< 

■ITIKBD  Bccording  to  Act  of  Congrrew,  in  tlie  year  1S63,  by 
Edwin  F.  Johnson,  in  the  Clerk's  0£Sce  of  UieUUtrrct  Court 
of  Connecticut. 

Railroad   to  tbe   Paciflc»Ilortliern   Routet 

Us  General  Character,  Relative  Merits,  etc. 

t  _i  By  Edwin  F.  Johnson,  C.  E. 

(Continued  from  Pagfe  789.) 

In  respect  to  the  several  routes  proposed  for  a 

railroad  to  the  Pacific,  through  the  region  of 

country  under  consideration,  it  will  be  seen,  from 


what  has  been  stated  above,  that  the  Sierra  Neva- 
da^Mountains  constitute  a  much  more  formidable '  easterly  to  the  Vegas  de  Santa  Clara,  on  the  Rio 
obstacle  to  the  proposed  road  than  do  the  Rocky  i  Virgen.  Thence  easterly  to  the  Colorado.  Thence 
Mountains  proper.  {up  the  Grand  river  branch  of  the  Colorado,  and 

They  rise  to  a  very  great  height,  from  4000  to  |  across  by  what  is  called,  the  Cochatope  Pass,  in 
11000  feet  above  the  level  of  the  "  Great  Basin,";  the  mountain  rang*  between  the  Colorado  and 
or  10000  to  16000  feet  above  the  level  of  the  sea.  |  Del  Norte,  to  near  Fort   Massachusetts,  situated 


Col.  Fremont,  who  efiected  a  passage  across  them 
in  the  winter  of  1846,  found  the  elevation  of  the 
Pass,  at  the  source  of  the  American  river,  a  branch 
of  the  Sacramento,  to  be  9338  feet. 

Such  is  the  nearness  of  this  elevated  range  to 
tbe  Bay  of  San  Francisco,  and  such  also  its 
height,  as  to  discourage  the  idea  of  overcoming  it 
by  any  direct  route  for  a  railroad,  to  say  nothing 
of  the  repulsive  and  impracticable  character  of 
the  Great  Basin,  which  must  be  crossed  by  a  line 
thus  located,  and  consequently,  attention  has  very 
properly  been  directed  to  two  Passes  near  the 
southern  extremity  of  the  range  which  lead  from 
tbe  lower  valley,  occupied  by  the  Tulare  Lake  and 
l\a  tributaries,  (wlucb  ly:^  distiact  from  tb«  S»b 


in  the  Del  Norte  valley,  near  the  latitude  of  38° 
North.  Thence,  passing  by  Bents  Fort  on  the  Ar- 
kansas river,  to  the  Smoky  Hill  Fork  of  the  Kan- 
zas  riv  •,  and  down  the  valley  of  the  latter,  across 
the  State  of  Missouri  to  St.  Louis,  a  distance  from 
San  Francisco,  of  2100  miles,  estimated  as  fol- 
lows : 

From  San  Francisco  to  Walkers  Pass. .  360  miles. 

From  Walkers  Pass  to  St.  Louis,  direct 
line 1682     " 

Add  to  latter  for  deviations  from  direct 
line  12  per  cent.,  the  same  as  allowed 
on  the  northern  route 168      " 

ToUl 2100     " 

from  th9  beat  informatioQ  to  be  obtained,  it  is 


highly  probable  that  Walkers  Pass  is  impractica- 
ble, and  that  the  line  must  be  carried  to  the  Te-  -. 
jon  Pass,  farther  south,  which  is  lower,  and  which, 
although  not  altogether  free  from  difficulties,  is 
much  the  most  favorable  of  the  two.  This  will 
lengthen  the  line,  probably,  eighty  miles,  making 
the  entire  distance  2180  miles,  or  say  2130  miles, 
assuming,  what  is  not  very  probable,  that  the  line 
may  be  shortened  50  miles  by  crossing  the  Coast 
Range  south  of  Mount  Diabolo.  This  estimate 
makes  this  line  to  St.  Louis  170  miles  longer  than 
the  line  from  Chicago  to  De  Fuca,  and  630  miki 
longer  than  from  the  west  end  of  Lake  Superior 
to  De  Fuca. 

The  second  route  referred  to,  leads  eastward 
from  the  Tejon  or  Walkers  Pass,  across  the  ralley 
of  tbe  Colorado,  near  the  latitude  of  36°  N.,  to 
that  of  the  Rio  Grande  Del  Norte,  crossing  tbe  lat- 
ter a  little  south  of  Santa  Fe,  near  Albuquerque 
or  Per  Alta.  Thence  on  to  the  valley  of  the  Cana- 
dian river,  and  terminating  on  the  Mississippi  at 
some  point  south  of,  and  not  far  from,  the  mouth 
of  the  Ohio. 

This  is  very  nearly  the  route  proposed  in  the 
Bill  of  Senator  Gwinn,  which  was  before  the  Sen* 
ate  of  the  United  States  at  its  last  session. 

That  route,  as  delineated  on  the  map  accompa- 
nying the  Bill,  had  four  termini  on  the  Mississip- 
pi and  one  on  the  Gulf  of  Mexico,  in  Texas,  with 
an  extension  at  the  opposite  extremity  from  San 
Francisco  to  Puget  Sound. 

The  distance  by  this  route  from  San  Francisco 
to  Memphis,  one  of  the  proposed  termini  on  the 
Mississippi,  was  estimated  at  2000  miles.  A  com- 
putation similar  to  that  made  on  the  route  to  St. 
Louis,  makes  it  more  than  this,  viz  : 
From  San  Francisco  to  Walkers  Pass. .  360  miles. 
From  Walkers  PVjs  to  Memphis,  direct.  1604 
Add  to  latter  for  deviations  from  direct 

route,  say  ten  per  cent.,  or  two  per 

cent,  less  than  upon  the  route  to  St. 

Louis 160      «, 

2124      "      ■ 
Add    estimated    increase    by    Tejon 
Pass 66      " 

2190      " 
Deduct  for  passing  south  of  Mount 
Diabolo 60      " 


Total. 


.2140 
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next  route  passing  near  Albuquerque  south  of 
Santa  Fe,  a  similar  result  will  follow ;  showing, 
probably,  if  any  thing,  a  greater  diflforence  in  the 
total  rise  and  fall  in  faTor  of  the  Northern  route. 
Upon  this  route  the  same  Pass  orer  the  Nevada 
Mountains  may  be  adopted.  The  Colorado  must 
be  crossed  lower  down  or  nearer  to  its  mouth,  and 
consequently  at  a  much  lower  level,  that  river 
having  but  little  descent,  comparatively,  below 
the  parallel  of  86°.  There  is  at  present  no  evi- 
dence by  which  a  lower  summit  can  be  inferred 
between  the  Colorado  and  the  Del  Norte.  The 
line  crosses  the  Del  Norte  at  a  lower  level,  and  th« 
ascent  may  be  greater  in  leaving  the  valley  of 
that  riv«r  to  pass  over  into  that  of  the  Mississippi. 
Altogether  the  entire  rise  and  fall  on  this  route 
will,  probably,  be  found  to  be  as  great,  if  not 
greater,  than  upon  the  route  next  north  leading  to 
St.  Louis.  In  addition  to  this  it  should  be  notic- 
ed that  the  terminus,  on  the  Mississippi,  of  this 
route  at  Memphis,  is  farther  removed  from  New 
York  city  than  is  St.  Louis,  an  objection  which 
applies  with  still  greater  force  to  the  third  lin« 
near  the  Mexican  boundary. 

This  latter  line  has  features  which  are  different 
from  the  two  last  named.  After  leaving  Walkers 
or  the  Tejon  Pass,  it  descends  nearly  to  the  level 
of  the  sea  at  the  crossing  of  the  Colorado.  From 
thence,  unless  permission  is  obtained  to  carry  it 
over  better  ground  through  Mexican  territory,  it 
must  be  kept  in  the  valley  of  the  Qila 
until  it  attains  a  suitable  point  in  the 
latter  for  passing  on  to  the  great  plain  which  ex- 
tends through  to  the  Del  Norte,  and  which  is  sup- 
posed to  have  an  elevation  of  about  4600  or  6006 
feet  above  the  level  of  the  sea.       i '   ,       . :  • . .  -■  ? 

From  this  plain,  which  is  covered  with  detach« 
ed  or  isolated  ridges  or  mountains,  and  which  ft-om 
its  low  elevation  marks  the  division  between  the 
Rocky  Mountains  on  the  north,  and  the  Mexican 
Andes  or  Cordilleras,  the  line  descends  the  valley 
of  the  Del  Norte  to  El  Paso,  which  is  elevated,  by 
barometric  measurement,  3812  feet  above  the 
sea.  Thence  rising  from  and  leaving  the  Del 
Norte  valley  it  traverses  the  northern  portion  of 
Texas  and  has  a  rise  and  fall,  when  it  reaches  the 
Mississippi,  as  great,  probably,  if  not  greater, 
than  is  encountered  on  either  of  the  two  routes 
next  north  of  it;  so  that  in  this  particular  and  in 
that  of  distance,  it  has  no  advantage  over  either  of 
those  routes,  estimating  fVomthe  Mississippi  at  on* 
extreme,  and  San  Francisco  at  the  other. 

In  another  view  it  posesses  advantages  which 
do  not  attach  to  the  other  two  routes  named,  and 
which  will,  probably,  be  considered  as  entitling  it  to 
more  consideration.  Those  consist  in  its  entire 
freedom  from  snows,  and  in  the  connection  which 
can  be  made  from  it  with  San  Diego  on  the  Pacific, 
and  the  Ports  of  Texas  on  the  Gulf  of  Mexico, 
and  also  with  the  Gulf  of  California.  This  route, 
from  all  accounts,  passes  from  the  Mississippi  to 
the  Del  Norte  through  a  generally  fertile  region, 
very  well  supplied  with  timber  for  two  thirds  of 
the  distance,  to  where  it  meets  the  southern  part 
of  the  Llano  Estacado  or  Staked  Plain  but 
west  of  the  Del  Norte  to  San  Diego, 
a  distance  by  the  line  of  the  road  of  probably  800 
miles,  the  country,  according  to  Qen.  Kearney,  is 
"  destitute  of  timber,  producing  but  few  cotton- 


The  route  from  San  Francisco  to  Memphis  is, 
therefore,  by  this  estimate,  180  miles  longer  than 
from  Chicago  to  De  Fuca,  and  640  miles  longer 
than  from  the  west  end  of  Lake  Superior  to  De 
Fucau  -sftT-  :\^'%:-. 

The  Tejon  Pass  is  at  the  junction  of  the  Sierra 
Nevada  with  the  Coast  Range.  At  this  point 
there  is  also  an  opening  in  the  Coast  Ejinge,  lead- 
ing to  los  Angelos.  This  opening  offers  a  more  di- 
rect route  to  Baa  Francisco  than  by  the  Tulare 
and  San  Joaquin  vallics,  but  the  country  between 
the  Coast  Range  a.ad  the  Pacific  is  less  productive, 
not  being  as  well  watered  in  summer  as  the  valUes 
of  Tulare  and  San  Joaquin,  which  are  supplied 
by  the  numerous  streams  from  the  Nevada  Moun- 
tains. The  western  slopes  of  the  latter  include, 
also,  most  of  the  placers  in  which  gold  is  found, 
and  it  is  here  that  most  of  the  population  of  south- 
ern California  will,  probably,  be  situated,  and  it  is 
only,  also,  from  the  San  Joaquin  valley,  that  a 
tontiniunis  line  of  railroad  can  be  conveniently 
carried  to  the  Sacramento  valley,  north  of  the 
Bay  of  San  Francisco,  considerations  of  great  im- 
portance, all  indicating  the  San  Joaquin  valley 
as  the  most  suitable  for  the  location  of  the  pro- 
posed road.  ' 

The  third  route  leads  from  Walkers  or  the  Tejon 
Pass  to  the  mouth  of  the  Gila,  on  the  Colorado,  50  or 
60  miles  from  the  mouth  of  the  latter.  Thence  up  the 
valley  of  the  Gila,  and  across  the  elevated  Plateau, 
which  liesparallel  nearly  with  the  Mexican 
boundary,  to  the  valley  of  the  Del  Norte 
Thence  down  the  latter  a  short  distance  to  El 
Paso;  and  from  El  Paso  through  the  northern 
part  of  Texas  to  the  Mississippi,  at  a  point  or 
points  whiohwill  best  concentrate  the  travel  and 
lousiness  of  the  States  east  of  that  river.        | 

The  distance  by  this  line  from  Memphis  to  San 
Francisco,  is  greater  than  by  the  route  last  named, 
and  cannot  be  estimated  at  less  than  about  2200 
miles.  This  result  is  obtained  by  adding  fourteen 
per  cent,  only  to  the  direct  distance  from  Memphis 
to  Walkers  Pass  and  increasing  the  amount  by  the 
estimated  distance  to  San  Francisco,  as  given  upon 
the  other  routes,  to  the  same  point.  This  is  also, 
probably,  about  the  distance  by  the  same  route 
between  San  Francisco  and  New  Orleans,  diverg- 
ing at  Trinity  river,  in  Texas,  and  passing  through 
Logansport.  ■:..<.'■     ' 

If  the  terminus  of  this  route  on  the  Pacific  is 
fixed  at  San  Diego,  instead  of  San  Francisco,  the 
distance  to  the  points  named  on  tho  Mississippi, 
will  be  about  400  miles  less,  or  about  1800  miles 
in  all,  and  if  a  terminus  be  made  at  Galveston, 
which  is  said  to  be  the  best  port  for  large  vessels 
in  Texas,  the  distance  will  be  still  further  reduced 
about  200  miles,  making  the  distance  from  Galves- 
ton to  San  Diego  1600  miles  nearly,  and  to  the 
Colorado  river  1320  miles. 

Of  these  several  routes,  the  two  first  traverse 
the  entire  breadth,  east  and  west,  of  the  compara- 
tively unproductive  region  already  described,  in- 
cluding what  has  hitherto  been  called  the  Ameri- 
«an  Desert,  on  the  east  of  the  Rocky  Mountains, 
and  the  entire  country  ^vest  of  the  Nevada  Moun- 
tains. A  region  comprishig  a  distance  of  at  least 
1000  miles,  upon  either  of  the  routes,  and  west  of 
the  Del  Norte  valley  is,  with  few  exceptions,  a 
nearly  banen  region,  without  timber,  and  in 
i0ju>7  places  without  watw,  barinf  f«w  attraetioof 


for  settlers.  A  region  containing  no  navigable 
streams,  by  means  of  which,  materials  and  pro- 
visions can  be  conveyed  to  the  line  of  the  road 
while  building.  On  the  contrary,  materials  and 
provisions  for  the  entire  length  of  both  routes 
must  be  mostly  conveyed  from  the  two  ex- 
tremes of  each  ;  and  it  is  only  by  this  tedious  and 
expensive  process  that  a  road  upon  either  can  be 
constructed,  and  the  fuel  which  is  to  furnish  the 
power  by  which  they  are  to  be  operated  must  be 
charged  with  the  cost  of  transportation  for  him- 
dreds  of  miles  upon  the  r9a4,  and  the  water,  with- 
out whicl'  the  iron  horse,  all  powerful  as  it  is,  is 
impotent,  must,  for  several  hundred  miles  on 
either  route,  after  being  sought  for  in  vain  from 
the  barren  sands  beneath,  or  the  brassy  heavens 
above,  be  obtained  at  great  cost  by  digging  deep 
into  the  earth,  or  by  forming  artificial  channels 
leading  from  tho  streams  where  the  fiow  of  water 
is  permanent,  to  convenient  points  on  the  line  of 
the  road. 

Such  is  the  general  character  of  the  two  most 
northern  of  the  three  routes  leading  from  Walkers 
or  the  Tejon  Pass  to  the  Mississippi,  either  of 
these  being  longer  than  the  northern  route 
from  Chicago  to  the  Pacific,  even  should  their  di- 
rectness be  improved  by  the  finding,  which  is 
not  at  all  probable,  a  practicable  Pass  across 
the  Nevada  Mountains  by  the  valley  of  Owens 
Lake  and  Kings  river. 

Either  of  these  routes,  estimating  from  the  Mis- 
sissippi river  to  San  Francisco,  have  a  much  great- 
er rise  and  fall  in  the  aggregate  than  is  found  on 
tho  northern  loute.  This  will  be  apparent  so  far 
as  the  northernmost  of  the  two  routes  is  concern- 
ed, when  it  is  considered  that  the  summit  between 
the  waters  of  the  Del  Norte  and  Colorado  is  prob- 
ably, not  less  than  8000  feet  above  the  sea.  This 
summit  is  SOO  miles,  nearly,  north  of  San  Felippe, 
where  the  Del  Norte,  by  Col.  Emory's  measure- 
ment, is  6168  feet  above  the  sea.  By  his  meas- 
urement, also,  the  valley  of  that  river  for  some 
distance  below  San  Felippe  to  near  the  Mexican 
boundary  Is  inclined  at  the  average  rate  of  six 
feet,  nearly,  per  mile,  and  as  rivers  usually  de- 
scend most  rapidly  near  their  source,  it  is  not  un- 
reasonable to  suppose  that  the  valley  above  San 
Felippe  rises  at  the  average  rate  of  at  least  9  feet 
per  mile  which  gives  for  the  probable  elevation  of 
the  summit  the  amount  above  stated. 

The  elevation  of  the  surface  at  the  Vegas  de 
SanU  Clara,  west  of  the  Colorado,  according  to 
Fremont,  is  6280  feet.  The  Colorado  at  the  cross- 
ing, or  at  the  point  rather  where  the  line  would 
leave  that  river,  is  not  higher,  probably,  than 
about  8000  feet.  Add  to  this  the  ascent  of  the 
Nevada  summit  at  Walkers  Pass,  Of  the  Tejon 
Pass,  and  the  descent  therefrom  to  the  Pacific ; 
also  the  rise  and  fall  incurred  in  passing  from  the 
valley  of  the  Smoky  Hill  Fork  of  the  Kanzas  to 
that  of  the  Arkansas,  and  from  the  latter  to  the 
valley  of  the  Del  Norte,  and  in  surmounting  the 
many  secondary  ridges  or  ranges  into  which  the 
surface  of  the  country  is  broken  for  the  entire  dis- 
Unce  from  the  Del  Norte  valley  to  the  Pacific, 
and  it  makes,  at  the  lowest  reasonable  estimate,  a 
toUl  rise  and  fall,  as  sUted  above,  greatly  exceed- 
ing what  will  be  encountered  upon  the  Northern 
route. 


wood  and  mesquite  trees"  and  "  very  little  grass 
K  a  com^i«oo  i»  nad*  ia  tbU  respect  with  tbe  Qt  Tf^Ution."    This  jporUoj^  Uvrfnu  th*  ta§k 
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and  dry  plain  described  between  the  Del  Norte 
and  the  Gila,  and  the  sand  plains  and  deserts 
which  extend  from  the  lower  part  of  the  valley  of 
the  Gila  to  the  Pacific ;  features,  which  upon  this 
route  and  the  two  next  north  of  it,  present  diffi- 
culties and  obstacles  to  the  construction  and  suc- 
cessful operation  of  a  railroad,  of  a  nature  far 
more  serious  than  can  possibly  be  experienced 
from  snows  upon  any  of  the  other  routes.  To  this 
should  be  added  the  apjirehensions  in  regard  to 
the  character  of  the  climate,  which,  whether  they 
have  any  just  foimdation  or  not  will  serve  to  en- 
hance greatly  thecostof  thowork.and  when  finish- 
ed, will,  at  certain  seasons, induce  travellers  to  give 
their  preference  to  a  more  northerly  route,  if  such 
a  route  is  offered  for  their  choice. 

The  connection  with  San  Francisco  by  this 
route  may  be  shortened,  as  described  in  the  case 
of  the  two  routes  to  Memphis  and  St.  Louis,  by  j 
passing  on  the  west  instead  of  the  east  side  of  the 
Coast  Range.  The  objections  which  were  urged 
to  the  adoption  of  this  course  also  apply  to  this 
route.  The  distance  by  it  from  Galveston  to  the 
Colorado  is  between  1300  and  1400  miles,  and 
should  a  shorter  connection  be  made  with  the 
Gulf  of  California  in  what  is  now  Mexican  territo- 
ry, by  carrying  a  line  from  some  point  not  very 
far  to  the  east  of  the  San  Pedro  branch  of  the  Gila 
across  the  Province  of  Sonora  to  the  nearest  point 
on  the  Gulf,  the  distance  from  ocean  to  oceau  will 
still  be  from  1200  to  1800  miles. 

A  line  thus  located  may  possess  some  impor- 
tance in  reference  to  the  trade  with  Australia  and 
the  islands  of  the  South  Pacific,  but  even  this  im- 
portaace  is  greatly  lessened  in  view  of  the  undoubt- 
ed superiority  of  the  shorter  lines  situated  far- 
ther south,  across  the  Isthmus  for  accomplishmg 
the  same  object. 

It  is  quite  evident  that  this  route,  notwithstand- 
ing it  has  superior  merits  in  a  commercial  and 
military  view,  and  in  its  entire  freedom  from 
snows  and  its  less  distance  from  ocean  to  ocean, 
compared  with  the  two  next  north  of  it,  does  not, 
it  must  be  obvious  ftom  all  that  has  been  said, 
possess  the  characteristics  which  are  requisite  to 
render  It  the  great  commercial  thoroughfare  be- 
tween iho  Atlantic  and  Pacific,  to  an  equal  degree 
with  the  Northern  route.  On  the  contrarj'  it  is  ex- 
ceedingly doubtful,  as  will  be  shown  hereafter, 
whether  if  constructed  it  can  command  any  very 
considerable  portion  of  the  business  and  travel  be- 
tween the  Bay  of  San  Francisco  and  the  leading 
cities  of  the  Atlantic.^  "J*^'  v;-,   r-..-^  .;      v 

In  respect  to  the  time  required  tor  building  and 
the  cost  of  construction  of  the  several  routes, 
there  will  be  found  a  vast  disparity  in  favor  of  the 
Northern  route,  compared  with  either  of  the  other 
routes  named. 

As  already  stated  neither  of  the  routes  leading 
to  San  Francisco  can  be  approached  at  any  inter- 
mediate point  between  the  Mississippi  or  Missouri 
and  the  Pacific,  for  the  delivery  of  materials  or 
supply  of  provisions,  unless  It  be  at  one  point 
on  the  most  southern  line  near  where  it  crosses 
the  Colorado.  At  every  other  point  on  this  route, 
and  at  all  pointy  on  the  other  two,  the  iron  rails 
with  their  fixtures,  the  materials  for  the  stations 
and  depots  and  the  provisions  for  the  sustenance 
of  the  laborers  must  be  transported  from  the  ex- 
tremities of  the  road,  or  otherwise  conveyed  by 
teams  from  diftaat  points  *t  a  rery  ^at  cost. 


In  another  place  an  opinion  haa  been  expressed 
as  to  the  probable  cost,  under  certain  circnmstan- 
ces,  of  the  Northern  route  and  of  the  branch  of 
220  miles  connecting  it  with  Lake  SujMjrior.  In 
that  estimate  the  entire  cost  is  placed  at  SIOO.OOO,- 
000. 

This  estunate  is,  of  couv.se,  based  mainly  upon 
such  descriptions  of  the  country  as  were  most  re- 
liable, and  is  according  to  the  best  judgment  of 
the  writer,  who  has  had  no  inconsiderable  experi- 
ence and  knowledge  of  the  cost  of  railro.-uis  in  va- 
rious portions  of  the  country  for  the  last  twenty- 
five  years. 

An  opinion  formed  in  a  similar  manner,  upon 
data  of  a  like  character,  in  respect  to  the  South- 
ern routes,  makes  the  probable  cost  of  either, 
vastly  greater  than  that  of  the  Northern  route. 
This  results  from  their  greater  length  ;  the  less  fa- 
vorable character  of  the  surface;  the  probable 
greater  amount  of  rock ;  the  almost  total  absence 
of  timber  for  much  of  the  distance ;  their  inacces- 
sibility ;  the  greater  difficulty  of  securing  labor ; 
and  the  very  much  greater  length  of  time  retjuir- 
ed  for  their  coMNtruction,  producing  a  large  inter 
est  account,  and  preventing  early  returns  upon  the 
capital  invested. 

This  is  true  of  the  routes  from  St.  Louis  and 
Memphis  crossing  the  valley  of  the  Del  Norte.  It 
is  also  in  a  gre.^t  measure  true  of  the  most  south- 
ern route. 

No  very  correct  or  satisfactory  opinien  can  be 
formed  of  the  probable  cost  of  either  of  the  lines 
leading  from  St  Louis  or  any  of  the  points  named 
south  of  that  city,  to  San  Francisco  or  San  Diego, 
owing  to  the  peculiar  character  of  the  country 
west  of  the  Del  Norte,  since  in  all  the  varieties  of 
railway  construction  in  this  country,  or  in  Europe, 
no  parallel  can  be  found  to  the  circumstances 
which  there  exist  on  those  routes. 

Upon  each  of  them  for  a  distance  of  700  miles 
and  upwards,  during  that  season  when  the  sim 
is  most  powerAil,  scarcely  any  rain  descends  to 
moisten  the  dry  and  parched  ground,  and  lay  the 
the  clouds  of  dust  which  are  raised  and  swept  by 
the  winds  over  its  treeless  surface,  and  the  little 
that  falls  at  other  seasons  is  not  sufficient,  in  most 
places,  to  produce  any  appreciable  effect  upon  the 
thirsty  soil,  and  none  at  all  where  the  surface  is 
of  th«  character  represented  in  the  vicinity  of,  and 
for  a  number  of  miles  west  of,  the  Colorado,  viz 
a  waste  of  drifting  sands  unstable  and  changeable, 
nearly,  as  the  waves  of  ths  sea. 

In  a  regioB  of  this  character,  it  remains  yet  to 
be  ascertained,  how  much  labor  is  required  to 
form  embankments  and  excavations  of  given  di- 
mensions, and  fortify  them,  if  it  be  possible, 
against  external  influences,  so  that  both  may  not 
again  be  speedily  obliterated  or  rendered  compar- 
atively useless  by  the  winds  of  Heaven. 

It  remains  also  to  be  ascertained  what  plan  of 
construction  is  the  best  for  the  track  and  for  the 
buildings  and  other  appendages  of  the  road 
Whether  timber  under  its  necessarily  great  cost 
can  be  used  with  propriety  to  any  extent  instead 
of  stone  or  metal,  in  forming  the  track,  and  for 
other  purposes,  and  if  so  used,  will  be  sufficiently 
secure  fh>m  destruction  by  fire  in  thoM  arid 
wastes,  or  whether  in  the  absence  of  the  bois  de 
vache  or  "  buffalo  chips,"  which  will  become  very 
scarce  in  the  Immediate  vicinity  of  the  railroad, 
the  Indian,  (still  th«  principal  tenant  of  (bat  unin- 


habitable re^n,)  will  hesitate  to  obtain  fVom  the 
material  of  the  road  the  means  to  cook  his  hstdy 
meal,  or  warm,  in  winter,  his  shivering  limbs. 

It  remains  also  to  be  ascertained,  whatever 
pl.in  of  construction  may  be  adopted,  what  is  the 
actual  cost  of  labor,  of  materials,  and  of  provisions, 
etc.,  under  the  great  and  extraordinary  inconven- 
iences and  disai vantages  which  will  necessarily 
surround  and  encumber  the  execution  of  the 
work.  And  should  it  finally  be  completed,  it  re- 
mains to  be  seen  wliat  will  be  the  actual  cost  of 
operating  and  maintaining  under  the  great  disad- 
vantages which  must  forever  exist,  and  to  appre- 
ciate which,  the  past  history  of  railroads  affords 
no  antecedents,  or  any  evidence  upon  which  a  cor- 
rect judgment  can  be  termed,  further  than  the 
certain  assurance  of  the  cost  exceeding  greatly  the 
limits  of  all  past  experience. 

This  is  the  true  :ispect  m-cessarily  presented  by 
the  subject  when  the  question  of  cost  of  either  of 
the  three  routes  named  is  seriously  considered, 
and  cannot  be  changed  unless  it  shall  appear  that 
whatever  has  been  written  of  the  country  is  untrue 
or  the  facts  have  been  greatly  exaggerated  and  dis- 
torted, or  unless,  what  is  about  equally  probable, 
Providence  shall  interpose  and  remove  that  great 
barrier,  the  Cordil  eras  of  California,  and  compel, 
also,  the  trade  winds  to  distribute  their  treasures 
in  a  less  partial  manner  over  the  entire  region 
from  the  Pacific  to  the  Rocky  Mountains. 

On  the  subject  of  cost,  therefore,  the  only  con- 
clusion at  which  it  is  at  present  possible  to  arrive, 
is,  that  all  things  considered,  including  difference 
in  climate  and  other  circumstances  named,  either 
of  the  three  southern  routes  must  cost  very  much 
more,  mile,  for  mile  to  build,  than  the  northern, 
and  will  cost,  also,  very  much  more  to  operate 
and  maintain,  and  in  arriving  at  this  conclusion 
it  is  not  forgotten  that  the  northern  route  has  also 
its  difficulties.  That  on  portions  of  it  there  is  a 
scarcity  of  timber,  and  in  some  few  places,  per- 
haps, of  water,  and  that  the  conveyance  of  mate- 
rials, etc.,  on  much  of  the  line,  will  be  attended 
with  unusual  expense,  but  aside  from  these  the 
work  possesses  no  extraordinary  character,  and 
there  is  no  good  reason  to  suppose  that  it  can 
very  much,  if  any,  exceed  the  limits  of  an  esti- 
mate as  liberal  as  the  one  herein  presented!  The 
country  through  which  this  line  passes  is,  in  gen- 
eral, susceptible  of  imprevement,  and  will  be  set- 
tled, probably,  about  as  fast  as  the  road  can  be 
built;  a  circumstance  which,  while  it  will  con- 
tribute greatly  to  the  business  of  the  road,  will 
add  to  its  security,  and  materially  lessen  the  ex- 
pense of  operating  and  maintaining  it. 

That  this  is  a  just  conclusion  is  evident  from 
the  fact,  that  even  now  the  tide  of  emigration  and 
settlement  is  setting  more  strongly  in  that  direc- 
tion than  any  other  under  the  combined  attraction 
of  soil  and  cliiplite,  and  this  movement  will  be 
greatly  accelerated  whenever  the  line  of  railroad 
is  completed,  as  it  soon  will  be,  direct  from  Chica- 
go to  the  Mississippi,  and  more  especially  when 
it  is  known  that  a  railway  is  to  be  constructed  up- 
on the  proposed  northern  route  to  the  Pacific. 

It  has  been  stated  that  the  portion  of  the  mosi 
southern  route,  fh>m  the  Mississippi  to  the  Del 
Norte  passes  through  a  region  of  country  possess- 
ing many  attractions  for  settlers,  a  region  which 
will  in  time  undoubtedly  fully  justify  the  con- 
struction ef  a  railroad  for  its  a«commod«tion.-^ 
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West  of  the  Del  Norte,  the  country  has  few  at- 
tractions of  an  agricultural  character,  but  the 
mountaios  and  the  Tallies  on  either  side  of  the 
Gila  are  said  to  bo  rich  in  minerals  and  in  the 
precious  metals.  To  obtain  suitable  access  to 
them  and  to  fulfil  in  a  proper  manner  our  treaty- 
relations  with  Mexico,  a  railway  to  the  Valley  of 
the  Gila  or  the  Del  Norte  is  important;  but 
beyond  this  it  is  difficult  to  perceive  any 
present  necessity  or  advantage  commensurate 
with  the  expense  for  such  an  improvement, 
a  conclusion  in  which  our  readers  will  more 
readily  acquiesce  when  they  come  to  see  from 
the  remarks  which  follow  the  degree  of  in- 
terest, the  State  of  California  really  has  in  such 
an  improvement. 

With  respect  to  the  other  lines  projected  from 
the  Mississippi  or  Missouri  rivers  towards  the  Co- 
lorado Valley,  they  will,  if  judiciously  located, 
and  extended  so  as  to  keep  a  proper  pace  with  the 
movement  of  the  population,  be  well  sustained  in 
their  course  to  the  Rocky  Mountains,  but  beyond 
these  no  inducements  exist  for  their  extension,  or 
are  likely  to  exist  for  many  years  to  come  ;  unless 
at  a  few  points  where  there  are  very  favorable 
passes,  it  shall  be  found  expedient  to  enter  the 
borders  merely  of  the  immense  waste  which  lies 
beyond. 

Under  an  enlarged  commercial  view  of  the  sub- 
ject the  more  populous  of  the  States  lying  to  the 
East  of  the  Mississippi,  have  very  little  interest 
comparatively  in  the  adoption  of  any  central  or 
more  southern  route  from  that  river  to  the 
Pacific. 

To  illustrate  the  truth  of  this  latter  position  let 
it  be  assumed,  that  San  Francisco  is  a  point  OD 
the  Pacific  as  desirable  to  be  reached  as  the 
Straits  of  De  Fuca, — that  its  distance  from  St. 
Louis  for  instance  by  any  practicable  route  is  no 
greater  than  the  distance  of  De  Fuca  from  Chicago; 
that  the  cost  of  constructing  and  maintaining  and 
operating  a  railroad  upon  the  former  route  is  no 
greater  than  upon  the  latter,  with  no  more  eleva- 
tion to  be  overcome^that  the  country  through 
which  the  former  passes  is  equally  productive  with 
the  latter,  and  will  afford  a  revenue  from  a  way 
business  in  time  equally  great,  all  which  as- 
sumptions aie  untrue,  what  then  would  be 
the  aspect  which  the  question  would  present^ 
and  which  of  the  points  St.  Louis  or  Chicago 
would  be  the  most  convenient  and  easy  of  access 
by  the  mass  of  the  population  between  the  Missis- 
sippi and  the  Atlantic  1 

The  question  is  very  easily  answered  by  a  re- 
ference to  the  map  and  drawing  thereon  a  strait 
line  connecting  the  two  cities  of  St.  Louis  and 
Chicago,  and  from  a  point  midway  on  this  line 
drawing  another  as  AB  in  a  south-easterly  direc- 
tion perpendicular  to  it,  which  it  |^11  be  seen 
meets  the  Atlantic  in  the  vicinity  of  Wilmington, 
N.  Carolina.  Any  point  in  this  latter  Ime  is 
evidently  equidistant  from  St.  Louis  or  Chicago 
and  hence  all  places  to  the  north  of  it,  must  be 
nearer  to  Chicago  than  to  St.  Louis. 

The  portion  of  the  population  of  the  United 
States  which  is  thus  situated  nearest  to  Chicago 
comprises  two-thirds  of  the  whole.  That  section 
of  the  Union  also  includes  much  the  greatest 
portion  of  the  capital  of  the  country,  and  at  least] 
■even-eighths  of  its  commercial  and  manufacturing 
interest ;  branches  of  national  industry  which  wil 


contribute  most  to  the  business  of  the  road  when  ]  English  capitalists  is  already  seriously  directed  to 

built. 
If  the  mouth  of  the  Kanzaa  river  is  assumed  as 

the  eastern  terminus  of  the  proposed  central  road, 

the  distance  from  it  to  San  Francisco,  will  prob- 
ably be  found  as  great  as  from  Chicago  to  De  Fucai 

the  latter  route  still  possessing  all  the  other  im- 
portant points  of  superiority,  emimerated  above. 

Indeed  if  a  point  be  taken  far  enough  west  on  the 

route  from  St.  Louis  to  San  Francisco,  to   place 

that  route  on  a  par  with  the  Northern  route,  in 

respect  to  distance,    gradients,  expense  of  con- 
structing and  operating  combined,   to  say  nothing 

of  the  inferiority  of  San  Francisco,  as  a  terminus 

compared  with  De  Fuca.  and  if  from  that  point  a 

direct  Hoe  be  drawn  to  Chicago,  as  is  done  upon 

the  map  from  St,  Louis  to  Chicago,  and  this  line 

be  bisected  by  another  at  right  angles  to  it  drawn 

to  the  Gulf  of  Mexico,  it  will    be  seen  that,  as 

between  the  two  routes  named,  nearly  every  State 
east  of  the  Mississippi  is  nearest  to  the  Pacific  by 
the  Northern  route. — In  fine,  if  the  States  east  of 
the  Mississippi  were  expunged  and  St.  Louis  stood 
the  acknowledged  best  point  for  the  eastern  ter- 
minus of  the  proposed  road,  the  very  best  route 
that  could  be  sel«cted  fVom  it  to  the  Pacific,  would 
be  the  Northern  route. 

Chicago  is  not  only  situated  the  nearest  to  tb« 
most  populous  and  most  commercial  and  manu- 
facturing portion  of  the  Union,  and  also  to  the 
Canadas,  which  will  contribute  largely  to  the  pre- 
posed  road,  but  it  has  the  great  advantage  of  a 
position  at  the  extreme    limit   of  navigation  of 
the  Great  Lakes,  a  navigation  which  is  so  much 
cheaper  than  the  eheapest  conveyance  by  railroad 
as  to  attract  by  a  force  which  cannot  be  resisted 
most  of  the  freight  passing  between  New  York 
and  the  Pacific,  over  any  route  leading  from  St. 
Louis,  so  that  in  comparing  the  Northern  with  the 
St.  Louis  route  it  would  be  the  most  correct  to 
assume  the  latter  as  terminating  at  Chicago,  in 
which  case  the  disparity  between  the  two  in  favor 
of   the    Norihern    route    will  be  still  more  ap- 
parent. 

This  view  of  the  subject  exhibits  in  a  striking 
manner  the  great  disparity  between  the  two 
routes,  and  presents  in  a  strong  and  clear  light  the 
superiority  of  the  Northern  route  as  compared 
with  any  more  southerly  route  proceeding  from  St. 
Lnuis  to  the  Pacific. 

St.  Louis  has  not  only  not  the  advantage  in  po- 
sition in  its  relation  to  the  leading  cities  of  the 
Atlantic  as  Chicago,  but  any  route  passing  from  it 
to  the  West  has  no  such  invaluable  feature  as  is 
possessed  by  the  Northern  route,  in  the  opportuni- 
ty it  afibrds  for  a  connexion  with  the  navigation 
of  the  Lakes,  by  the  branch  to  Lake  Superior, 
which  reduces  the  distance  by  railroad  between 
that  navigation  and  the  Pacific  to  not  more,  prob- 
ably, than  1600  miles  ;  neither  can  it  command  in 
sogreat  a  degree  the  European  trad«  and  inter- 
course^ with  Asia  across  the  continent,  which 
miut  constitute  a  large  portion  of  the  business  of 
the  Northern  route  and  add  greatly  to  its 
revenue;  a  trade  which  will  yield  larger  pro- 
fits upon  the  Northern  route,  just  in  proportion  as 
the  expense  of  carrying  upon  that  route  is  less, 
in  consequence  of  the  less  cost  and  less  expense 
of  operating  and  maintaining  it  as  compared  with 
the  more  southern  routes.       ^  .•  4,/-»    >-! 

The  attention  of  the  English  goremment  and  of 


the  subject  of  a  communication  by  railroad  across 
the  continent  from  the  Great  Lakes,  and  should 
the  Northern  route  not  be  built,  a  road  designed 
to  accomplish  the  same  object  will  undoubtedly  at 
no  very  distant  day  be  attempted  within  the 
British  possessions,  on  ground,  which  although  not 
by  any  means  as  favorable  as  is  to  be  found  within 
our  own  borders,  is  still  suflSciently  favorable  to 
render  a>oad  constructed  upon  it  superior,  in  many 
respects,  probably;  to  any  of  the  more  southern 
routes,  and  upon  which  if  a  road  is  built  it  will 
command  somewhat  more  than  the  lion's  shiu«  of 
the  Pacific  trade.  _       |  '*■. 

Such  is  the  great  advantage  in  position  of  the 
Northerd  route  as  a  commercial  thoroughfare, 
such  the  character  of  the  courtry  through  which 
it  passes,  connecting  as  it  does  by  the  best  route 
the  most  important  points  on  the  Atlantic  and 
Pacific,  and  touching  in  its  course  the  most  po- 
pulous and  growing  portions  of  the  Mississippi 
and  St.  Lawrence  Tallies,  that  if  either  of  the 
proposed  lines  to  the  south  of  it  were  previously 
constructed  by  government  aid,  the  force  of  cir 
cumstances  and  private  enterprise  would  in  time 
cause  it  to  be  built,  even  if  our  English  neighbors 
should  attempt  a  similar  communication ;  and 
when  built  it  would  become  the  leading  channel 
of  communication  between  the  two  oceans. 

It  has  been  stated  that  neither  of  the  rentes 
proposed  leading  from  San  Francisco  to  the  Mis- 
sissippi, could,  if  built,  command  the  entire  trade 
and  travel  between  the  Bay  of  San  Francisco  and 
the  Atlantic.  Transportation  by  sea  being  very 
much  less  expensive  than  by  railroad,  the  routes 
by  the  Isthmus  notwithstanding  the  greater  dis- 
tance, will  doubtless  continue  to  participate  large- 
ly in  the  trade  between  the  points  named.  This 
will  be  especially  the  case  when  the  construction 
of  the  canal  connecting  the  two  oceans  is  ac- 
complished, a  work  which  if  it  proves  as  feasible 
as  represented,  is  deserving  of  mo"e  consideration 
than  any  other  of  the  Isthmus  projects,  and  will, 
in  all  probability,  take  from  them  whatever  of  in- 
terest the  North  American  State  might  otherwise 
have  in  their  construction.  '        ,.    , 

Such  also  are  the  physical  characteristics  and 
probable  future  commercial  relations  between 
the  several  portions  of  our  country  on  the  Pacific, 
that  a  communication  by  railway  connecting  Cali- 
fornia with  Oregon  and  Washington  will  be  found 
indispensable.  Upon  the  map  of  Senator  Gwinn, 
already  alluded  to,  a  line  is  projected  extending 
from  the  Bay  of  San  Francisco  to  Puget  Sound, 
and  it  is  understood  that  a  grant  of  lands  will  be 
solicited  from  Congress  for  its  accomplishment. 

If  a  practicable  passage  can  be  found  ft-om  the 
upper  part  of  the  valley  of  the  Sacramento  to 
that  of  the  Willamette  or  of  the  Fall  River,  it 
cannot  be  long  before  it  will  be  occupied  for  the 
purposes  of  a^railroad ;  and  when  so  occupied  a 
communication  will  be  at  once  opened,  by  which 
the  popuUtion  of  California  will  be  able  to  avail 
themselves  of  the  great  facilities  afforded  by  the 
Northern  route  for  communicating  with  the  eastern 
States  of  the  Union. 

The  ground  at  the  northernmost  sonrces  of  the 
Sacramento  is  undoubtedly  quite  elevated,  but  it 
can  scarcely  be  so  high  as  to  make  the  entire  rise 
and  fall  from  the  Sacramento  valley  to  I>ake 
Superior  or  Lake  Michigan,  equal  to  what  it  is  by 
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either  of  the  southern  routes  to  the  Mississippi. 
Col.  Fremont,  who  passed  up  the  valley  of  Fall 
Eiver,  describes  it  as  having  a  rich  soil  covered 
with  noble  forests.  He  found  the  elevation  where 
he  left  it  near  its  source  4000  feet  above  the  sea. 
Between  the  sources  of  the  Fall  River  and  the 
Sacramento  are  interposed  those  of  the  Klamath 
which  flows  in  to  the  Pacific  a  little  north  of  Hum- 
boldt harbor. 

A  road  extending  from  the  Sacramento  valley, 
which  is  the  most  populous  and  productive  portion 
of  California,  and  carried  from  thence  alon^  the 
valley  of  Fall  River  and  across  the  high  prairie 
plains  east  of  the  Columbia  to  the  valley  of  Clark's 
River,  will  connect  with  the  Northern  route  at  a 
point  which  will  make  the  distance  by  railway 
from  the  Bay  of  San  Francisco  to  Lake  Superior 
not  more  than  2100  to  2200  miles ;  a  distance  no 
greater  than  by  either  of  the  proposed  southern 
lines  from  San  Francisco  to  the  Mississippi,  and 
possessing  in  comparison  with  the  latter  many  and 
great  advantages. 

If  instead  of  a  railroad  communication  between 
the  Bay  of  San  Francisco,  and  Oregon  and 
Washington,  reliance  is  placed  on  the  communica- 
tion by  water  with  the  Ports  of  the  latter,  the 
Northern  route  will  probably  still  prove  the  best 
and  most  eligible  of  the  inland  routes  from  that 
Bay  to  the  Atlantic  Sutes. 

The  distance  from  San  Francisco  to  the  mouth 
of  the  Columbia  by  water  is  about  600  miles,  and 
from  the  latter  to  Lake  Superior,  as  estimated,  is 
1760  miles,  or  2350  miles  in  all.  This  is  very  little 
greater  than  the  distance  from  San  Francisco  to 
St.  Louis,  and  probably  less  than  from  San  Fran- 
cisco, to  Chicago  by  the  St.  Louis  route.  The 
former  is  very  much  the  cheaper  route  of  the  two 
for  transportation.  Only  1760  miles  of  railroad 
conveyance  to  Lake  Superior  the  remainder  being 
ocean  navigation  and  2110  miles  only  to  Chicago; 
while  from  San  Francisco  to  Chicago  the  entire 
distance  by  railroad  is  not  less  than  2430  miles ; 
nearly  700  miles  more  than  to  the  west  end  of 
Lake  Superior,  a  point  as  near  to  the  Atlantic  by 
the  unrivalled  navigation  of  the  Lakes  as  is 
Chicago. 

From  the  Bay  of  San  Francisco  to  Chicago  the 
distance  by  railroad  as  estimated  by  the  Northern 
route  is  2660  miles.  This  is  130  miles  mo.'e  than 
the  estimate  between  the  same  points  by  the  way 
of  St.  Louis.  If  instead  of  the  Bay  of  San  Fran- 
cisco, a  point  to  the  north  of  it  in  the  Sacramento 
valley  is  selected,  nearer  to  the  centre  of  popula- 
tion of  California,  the  distance  will  be  very  nearly 
the  same  as  on  the  two  lines  to  Memphis  and  St. 
Louis,  but  the  Northern  route  will  have  in  respect 
to  the  latter  this  decided  advantage. 

It  passes  tlirough  in  its  entire  extent,  a  country 
suBoeptible  of  improvement  and  settlement,  and 
will  consequently  transact  relatively  a  larger  way 
business. 

For  1300  (o  1700  miles  of  the  distance  it  forms 
a  part  of  what  must  be  by  the  immutable  laws  of 
cause  and  effect,  the  great  commercial  inland  route 
of  the  continent,  the  highway  between  the 
northern  Atlantic  and  Pacific,  a  thoroughfare  such, 
probably,  as  the  world  has  never  witnessed, 
transporting  annually  its  hundreds  of  thousands 
of  passengers  and  a  vast  amount  of  iVeight. 

This  being  its  character  and  the  expense  of 
^ansportatiOQ  by  any  medium  of  intercommuni- 


cation being  invariably  less,  as  the  amount  of  bu- 
siness to  be  done  is  greater,  it  follows  that  the  cost 
of  transport  by  this  route  ftom  San  Francisco  to 
Lake  Superior  or  to  Chicago  will  be  less  than  it 
can  be  on  any  other  route  from  the  same  point  to 
the  Mississippi.  Add  to  this  the  greater  cheapness 
of  transportation  during  the  season  of  navigation 
from  Lake  Superior  to  the  leading  cities  on  the 
Atlantic,  compared  with  that  from  the  Mississippi 
to  the  same  points,  and  it  gives  to  the  Northern 
route  as  a  means  of  communication  between 
California,  and  the  older  SUtes  of  the  Union  east 
of  the  Mountains,  a  character  which  cannot  be 
surpassed  by  any  other  inland  route,  from  the  Bay 
of  San  Francisco  to  the  Mississippi. 

The  cost  of  transportation  will  not  only  be  less 
upon  the  Northern  route  in  consequence  of  the 
greater  amount  of  business  done  upon  it,  but  it 
will  be  a  cheaper  road  to  operate  and  to  maintain, 
and  so  much  cheaper  as  to  lessen  materially  the 
charges  for  transportation,  if  those  charges  on  the 
several  routes  are  made  with  reference  to  a  fair 
remuneration  for  the  expenses  incurred  and  capi- 
tal invested.  This  follows  from  its  having,  in  gen- 
eral, easier  gradients,  a  much  less  amount  of  ele- 
vation to  overcome,  in  the  aggregate,  on  the  main 
line  from  the  lakes  to  the  Pacific ;  the  cost  of  fuel, 
provisions  and  materials,  for  repairs  of  road  and 
engines  will  be  less,  and  all  other  expenses  inci- 
dent to  the  operation  and  maintainance  of  the  road 
will  also  be  less. 

It  will  not  only  be  the  cheapest  inland  route  for 
transport  between  the  States  east  of  the  Rocky 
Mountains  and  the  Pacific,  but  it  will  be  the  most 
expeditious  route  for  travel.  The  easier  gradients, 
and  less  elevation,  and  the  more  complete  and  ef- 
ficient equipment  upon  a  road  doing  a  large  busi- 
ness, will  enable  it  to  maintain  a  higher  s])eed, 
and  it  will  be  subject  to  fewer  contingencies  in 
respect  to  the  regularity  of  movement  of  its  trains, 
and  it  will  be  less  liable  to  interruptions  fron» 
snows,  and  floods,  and  drifting  sands  and  other 
causes,  than  the  more  southern  routes. 

Irrespective  of  a  connection  with  the  northern 
route  and  a  communication  by  means  of  it  with 
the  Atlantic  States,  the  population  of  California 
have  a  deep  interest  in  securing,  if  practicable, 
a  line  of  railroad  direct  from  the  Sacramento  val- 
ley to  Oregon  and  Washington.  Such  a  road  will 
give  to  them  direct  access  to  the  timber  and  agri- 
cultural regions  of  the  latter,  and  in  a  military 
view,  will  give  to  them  the  means  of  defence, 
which  cannot  be  so  well  or  efficiently  obtained  in 
any  other  way.  The  population  which  is  gather- 
ing on  the  Pacific  coast,  and  is  rapidly  increasing 
in  numbers,  is,  even  at  this  time,  probably,  suffi- 
ciently numerous  to  resist  any  hostile  force  which 
can  be  brought  to  bear  uf>on  it  by  sea.  All  that 
is  required  is  a  line  of  interior  communication  by 
railroad  and  telegraph,  parallel  with  the  seaboard, 
by  means  of  which  the  forces  of  the  country  can 
easily  and  quickly  be  transported  to  the  exposed 
points,  which  are  few  in  number,  and  the  erection 
at  proper  points  of  a  few  marine  and  floating  batte- 
ries, and  the  establishment,  also,  at  convenient 
points  of  depots  containing  arms  and  munitions  of 
war.  By  adopting  this  course,  California,  while  se- 
curing for  itself  what  will  conduce  most  to  its  advan- 
tage in  a  military  view,  is  at  the  same  time,  doing 
that  which,will contribute alsomosttoits  advantage 
^mmercially,  \^  securing  a  direct  inflection  with 


the  territories  north,  and  with  the  biSl  inland 
route  to  to  the  leading  States  and  cities  on  the  At- 
lantic. 

To  b«  centinnad. 


IFlmancei  of  Sooth  C«.roIlMi*.»Pmbtle  I>«M 
•nd  Asset*. 

5  per  cent  Fire  Loan  Bond."^,  payable 

in  London,  '58  and  '68 S937,777  78 

6  per  cent  Fire Loan  stock,  payable  in 

'60  and  '70 806,590  15 

6  per  cent  of  1839,  (balance  past  due 

not  bearing  interest) 8,418  30 

5  per  cent  1838,  balance 46^14  84 

3  per  cent  at  nominal  valuCi'^Sl  14, 438 

40,   but  at  market  price   would 

amount  to, 73,980  19 

ToUl tl,870,986  76 

The  treasury  has  paid  from  tne  sinking  fund, 
since  1st  of  October,  $6,032  50  of  the  six  per  cents 
of  1839,  reducing  the  balance  to  S2,386  80.  The 
bank  also  holds  of  the  fire  per  cent  stock  of  1838 
the  sum  of  86,678  11,  and  also  S7,441  53  of  three 
per  cents,  which  was  purchased  with  the  sum  of 
§4,668  16.  The  amount  of  indebtedness  is  dimi- 
nished by  these  several  payments  and  purchases. 
The  assets  of  the  State  consist  of  the  bank  and 
various  railroad  stocks.  The  as.sets  under  the 
charge  of  the  bank  may  be  summarily  set  down  as 
follows : — 

Total  funds  in  the  bank,  as  exhibited 
by  the  annual  statemeut  1st  Octo- 
ber  S7,919,93249 

Deduct  bank  liabilities,  issues,  depo- 
sits, &c 4,086,590  22 

Balance,  being  assets,  the  property  of 

the  State S3,833,342  27 

South  Carolina  railroad  and  bank 

stock 641,000  00 

Greenville  Railroad  Company 348,000  00 

Wilmington  and  Manchester  Rail- 
road Company 200,000  00 

Charlotte    and   Columbia    Railroad 

Company 69,200  00 

King's  Mountain  Railroad  Company        60,000  00 
Laurens  Railroad  Company 34,000  00 


Total S5,175,542,27 

In  addition  to  the  funded  debt  due  by  the  State, 
there  is  due  to  the  bank  the  sum  of  8177,691  22 
for  cash  paid  to  the  South  Carolina  Railroad  Com- 
pany, when  825  per  share  on  the  stock  of  that 
company  was  called  in.  As  the  whole  par  value 
of  the  stock  is  set  down  among  the  assets  of  the 
State,  it  is  necessary  to  notice  the  debt  in  an  es- 
timate of  her  finances. 

The  profits  of  the  bank  during  the  year  have 
amounted  to  $330,000,  exceeding  the  profits  of  the 
previous  year  821,594  93.  From  these  profits  have 
i(een  paid  the  fire  loan  debt,  $100,963,  and  the  ^ 
balance  carried  to  the  sinking  fund  amounts  to 
8229,037.  The  account  exhibits  a  larger  balance 
than  usual ;  but  the  bank  has  advanced  to  con- 
tractors for  arms,  &^.,  about  861,000,  which  is 
a  set  off"  against  this  balance.  Th«  sum  of  875,- 
500  has  also  been  advanced  to  the  Greenville  Rail- 
road Company,  which  is  tlie  amount  of  the  assess- 
ment on  the  stock  held  by  the  State  in  that  com- 
pany, and  which,  if  paid  by  the  State,  will  make 
a  further  reduction  of  the  c.ish  balance  in  the 
treasury.  The  bank  holds  the  notes  of  the  com- 
pany, with  security  for  the  amount  of  the  advance. 

Panama  flallr*iid< 

The  following  is  the  statement  recently  put 
forth  by  the  Panama  Railroad  Company,  showing 
its  financial  condition : 

Amount  of  stock  issued  to  date 82,621 ,572 

do.           bonds  converted  into  stock..         92,000 
do.  do.     outstanding 808,000 


Total $3,521,572 

Bonds  to  be  issued,  in  conformity  witli 
an  act  of  the  Legislature,  to  finish  the 
road 81,478,428 

Capital  stOQk,  as  per  charter 35,000,000 


-^fa^'.   ■  L^-:--irf,.%- 


(iMi.ii  ML«..i9^9«'«P|i^i«ii9!ivpn73p<9;;i«Qqi.ip|iij;p  >(f j^ 


806 


'AMIiUllCAN    RAILROAD    JOURNAL. 


as 


Motlire  poxirer  on  tlie  Narrow  Oangc 

By  Zgrah  Colburn. 
As  a  proper  sequel  to  the  recent  article  in  the 
Journal,  wherein  I  gave  a  detailed  statement  of 
the  engine  equipment  of  the  New  York  and  Eric 
road,  the  capacity  and  weight  of  the  narrow  gauge 
is  presented  for  comparison.  The  capacity,  lire 
weight,  and  speed  of  the  trains,  moved  by  the  re- 


spective equipments  of  the  two  gauges,  being 
nearly  equal  under  the  same  conditions  of  griidcs, 
t&c,  it  is  plain  that  the  broad  gauge  either  em- 
ploys an  unnecessary  excess  of  power,  or  that  ad- 
ditional power  is  required  by  reason  of  increased 
resistance.  The  circumstances  of  the  transporta- 
tion effected  upon  th«  two  gauges  being  generally 
familiar  to  engineers  and  railroad  men,  it  is  hardly 


accessary,  after  the  illustrations  given  in  my  pre- 
vious articles,  to  enlarge  upon  this  point.  No 
more  will  therefore  be  attempted  than  to  give  a 
general  illustration  of  tbe  equipment  of  the  nar- 
row gauge ;  the  examples  being  taken  from  such 
fVom  their  physical  features  or 
comparison  with  the  statements 


roads  as  aSbrd 
business,  a  fair 
already  given. 


Equipment  of  Engines  of  the  Northeryi  Railroad  of  New  York,  June,  1852. 


Name  of  Engine. 


Builder. 


Sorel Amoskeag  Co.  , .  .^ 4 

Richelieu Taunton  Co 4 

Rideau Essex  Co 4 

Oswegatchie Boston  Locomotive  Works 4 

Deer Lewis  Kirk ^ 4 

Trent Essex  Co 4 

"Welland Ditto    4 

Ottawa Taunton  Co , 4 

Ontario John  Souther 4 

Ausable Boston  Locomotive  Works 4 

Saranac Ditto  4 


La  Grasse Ditto 

Chateaugay Ditto 

Niagara Essex  Co 

Michigan Ditto 4 

Baqiie'.t3 Boston  Locomotive  Works 4 

Erie Ditto    ,  4 

Superior John  Souther ! 4 

Genessee Essex  Co ^ 4 

St.  Clair Ditto 4 

Huron Ditto      j 4 

St.  Lawrence Boston  Locomotive  Works 4 


Ditto 

Ditto 

Ditto 

;     Ditto 

Ditto 

Chazy Hinkley  &  Drury . 


St.  Regis 

Charaplaio 

Salmon 

Little  Salmon. 
Little  Trout  . . 


Name. 


Builder. 


No.  of        Diam.  of  Number  of        Size  of 

Drivers.      Drivers.  Trucks.        Cylinder. 

A.  in.  Inches. 

6  2  4  16X20 

6  6  4  16X20 

6  6  4          ■      16X20 

6  6  .4-  15X18 

6  8  4  16X20 

5  0  4  16x18 

5  0  4  15X18 

6  0  4  •  16X18 
6  0  4  15X20 
6  0  4  16X18 

5  0  .4  15X18 

6  0  4  15x18 
6  0-4  14X18 
4  6  4  15x24 
4  6  4  15x'^4 
4  6  4  16x20 
4  6  4  16X20 
4  6  4  16x20 
4  6  ■  4  •  15x20 
4  6  4  15x20 
4  0  4  15X20 
4  6  4  16X20 

4                4  6  4  16X20 

4                4  6  4  16X20 

4                4  0  •  14X20 

4                4  0  0  114X20 

4               4  0  0  114X20 

2               4  6  4  114X20 

Equipment  of  Engines,  FU^Iiburg  Railroad,  February  1853 


Weight  of  Eng's 
in  working  order. 

Tons. 

23,77 

23,68 

26,80 

21,62 

25,35 

20,50 

24,90 

21,75 

22,85 

20,50 

20,50 

20,50 

17,36 

26,20 

26,10 

23,41 

23,41 

22,20 

24,88 

24,32 

24,88 

22,40 

22,40 

19,76 

17,25 

13.80 

13,80* 


Weight 
onDri^er*. 
Tons. 
16,06 
16,30 
16,80 
13,20 
16,25 
13,60 
15,15 
13  35 
14)77 
13,60 
13,50 
13,50 
11,20 
17,10 
17,16 
14,98 
14,98 
13  90 
16,66 
15,32 
15,66 
14,90 
14,90 
12,38 
17,25  ■ 
18,80 
13,80 


Vermont Ilinklcy  &  Drury . . 

Koene 

Brattleboro " 

Lexington " 

A.  Crocker " 

Waltham •' 

Tudor "      :  .. 

Gardner " 

Athol 

Leominster ' 

Concord " 

Shirley ]| 

Grototi 

Cambridge " 

Lincoln Boston  Locomotive  Works 16x20 

Littleton "  '^»18 

Bo^^Lon Lyman  <fc  Souther 16x20 

]Ma.sdachusett9 Rebuilt  by  Boston  Lrtcomot.  Woi  ks.  15x20 

Ontario Boston  Locomotive  Works 16x20 

16x20 

I«x20 

16x20 

16x20 

16.\20 

16x20 


Cylinder. 


No.  of 
Drivers. 


,134x20 

,  134x20 

134x20 

,134x20 

15x20 

15x20 

,    11x20 

,    11x18 

,    l5x-20 

,    15x18 

,    16x20 

,   14x18 

15x18 

16x18 


Diam.  of 
Drivers. 


Cham  plain 

Fitchburg ^ 

Charlestown ** 

Anthracite !** 

Bunker  Hill *"• 

The  Union ** 

Sno  Yor!:  Central  Railroad  Equipment  ^rom  Utia 
in  Scfunecladij,  Decniber  1862, 


o 

Toic 

Weight 

a 

&5 "  I- 

of 

a  t  '^ 

a 

©    55    C 

Tender 
loaded. 

htof 
Teu.1 
danc 

U) 

W).S 

.«T3    g 

^ 

^gl 

pMs. 

p'ds. 

'  p'ds. 

1 

27,015 

19,905 

47,040 

2 

36,070 

21,055 

60,125 

3 

49,050 

28,500 

77,550 

J 

61,000 

34,880 

89,780 

4 
4 
« 
6 
4 
4 
4 
6 
4 


Dia- 
meter 

of 
Driv- 
ers. 


ft. 
4 
4 

6 
5 


in. 
8 
8 
6 
6 


Size 

of 

Cyllnd's. 


inches. 
1()*X16 
12  X16 
14  X*i2 
164X26 


6 

6 

7 

8 

9 

10 

11 

12 

i;; 

14 
if) 
16 
17 
18 


35,515 
36,070 
44.550 
27,015 
40,150 
u4.20O 
.T  1,200 
41,170 
^7,150 
44,340 
43,100 
41,170 
41,170 
41,170 


26,160 
21,065 
26,470 

19,91)5 
29.230 
22;885 
22,885 
22,885 
29,2;lO 
31,480 
26.470 
22,886 
22,886 
?2,88$ 


61,975 
(50,125 
71,020 
47,040 
09,380 
67,085 
57,085 
64,055 
06,380 
75,S20 
69,570 
64,065 
64,055 
64,055 


6 
6 
5 
5 
4 
4 
6 
6 
4 
6 
4 


6 

4 
6 
6 
6 
3 
3 
5 
6 
4 
3 
6 

4 
4 
5 
4 
4 
4 
4 
4 
5 
6 
5 
4 
4 
5 


0 
0 
0 
0 
6 
6 
0 
0 
6 
0 
6 
0 
0 
0 
6 
0 
6 
6 
10 
10 
6 
6 
6 
10 
6 

8 
8 
0 
8 
3 
« 
8 
8 
0 
0 
0 
8 
8 
0 


12 

X16 

12 

X16 

12 

X26 

loixie 

114X21 

12 

X20 

12 

X20 

13 

X22 

13  X20 

12  X26 

134X18 

13 

X22 

18 

X22 

18 

X20 

No.  of 
Trucks. 

4 
4 

4 
4 
4 

4 

4 
4 
4 

4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 

19 
20 
21 
22 
23 
24 
25 
26 
27 


Tube 
Surface. 
8({uare  feet. 
626,6 
62G,6 
526,6 
526,0 
572,7 
672,7 
334.9 
622,3 
663,5 
572.7 
663,6 
613,1 
572,7 
572,7 
600,2 
672,7 
64ft 
806,3 
678,3 
678,3 
600,2 
600,2 
596,4 
678,3 
687,2 


41,170 
51,480 
51,480 
51,240 
54,360 
49.700 


22,885 
28,540 
28,540 
28,010 
28,170 
28,iKH) 


53,240 
63.240 


35,110 
35,110 


Weight 
of  Tender 
Tons. 
16,06 
12,66 
15,60 
16,01 
14,26 
16,11 
'  13,36 
12,61 
16,00 
15,11 
15,11 
16,11 
12,60 
16  56 
16,70 
14,03 
14,03 
18,13 
13,36 
13,30 
13,36 
16,11 
16,11 
15,21 
12,60 
7.76 
7,75 


Fire  box 
Surface, 
square  feet. 
42,4 
40,1 
40,1 
40,1 
46,8 
46,3 
37,9    . 
48,3 
48,6 
49,2 
48,6^ 
48,3 
50,7 
50,7     . 
65,3 
60,8 
48,6 
63,6     . 
66,3 
56,3 
64,6 
64,8 

§3^ 

64,9 
62,9 

64,055 
80,020 
80,020 
79,880 
82,530 
78,000 


4 
5 
5 
5 
6 
G 


88,.^50 
88,350 


WhoIeWt. 
£d»T. 
Tons. 
39,82 
36,53 
41,80 
36,53 
39,60 
35,61 
38,25 
34,26 
87,86 
36,61 
36,61 
35,61 
29,85 
41,75 
41,80 
37,44 
37,44 
35,33 
88,23 
37,62 
38,23 
37,51 
37,61 
34,96 
29,76 
21,55 
21.66 


Grnte 

Surface, 

square  ft. 

8,2 

8,4 

8,4 

8,4 

8,6 

8,6 

8,2 

8.2 

8.4 

7.9 

8.4 

8.2 

8.4 

8,4 

9,9 

8.4 

8,8 

8,6 

10,0 

10,0 

9,7 

.        9,7 

9,9 

'       9,9 

9,9 


8 
0 
0 
0 
0 
0 

6 
0 


12 
14 
14 
14 
14 
16 


X22 
X24 
X24 
X24 
X24 
X20 


16 
16 


X22 

X22 


W'.'ights  of  Engines  on  Reading  Railroad, 
XTcmttcr  SOlh,  1852. 

Name.                   Builder.                '     Weight,  lbs. 
Atlas M-  W.  Baldwin 60,480 


AlrtfcwfcAiJ  iiArfiLftOAiS  iorRNAL. 


S07 


Hercules M.  W. 

Alabama 

Kentucky 

Indiana 

Princeton 

Montezuma 

Amazon 

Warrior 

Florida 

Washington 

Empire 

Pocaboctu 

York  town 

Bio  Grande 

United  Sutes . . . 
New  England.. . 

New  York 

Ontario 

Yirgiuia 

Hudson 

Niagara 

Pacific 

Independence... 

Oregon 

St.  Lawrence 

Constitution .... 

Cbamplain 

Dauphin 

Baltic 

Perry 

Seminole 

Baltimore Ross  Wlnans 62,720 


Baldwin 60,480 

"  60,400 

"  50,400 

60,400 

"  49,066 

"  60,400 

60,40U 

60,400 

"  60,400 

60,400 

60,400 

60,400 

"  60,400 

60,400 

45,024 

"  41,664 

44,128 

42,784 

42,784 

42,794 

43,904 

43,904 

43,680 

43,680 

43,680 

48,680 

43,680 

"  45,024 

"  63,088 

61,296 

"  53,312 

"  29,344 


Missouri Newcastle  Co 42,112 

Columbus "  41,440 

Tuscarora "  26,432 

Pennsylvania ...  "  25,536 

ManaUwny Wm.  Norris 30,912 

America "  30,016 

Conestoga Locks  &  Canals  Co 26,432 

Shamokin "  26,432 

Potomac "  26,432 

Roanoke "  26,432 

Engineer Braithwaite  &  Co 19,712 

Rocket "  18,816 

Planet "  18,816 

Gowan  &  Marx. Eastwick  &  Harrison 24,640 

Cambridge Lewis  Kirk 67,120 

Equipment  of  Engines,  Penna.  Central  Railroad, 
January  1,  1858. 


Maryland . 

Delaware 

Ohio 

Patapsco 

Minesota 

Georgia 

Louisiana 

Iowa 

Wisconsin 

New  Jersey 

Mississippi 

Connecticut .... 
New  Hampshire. 

UUh 

Mohawk Edward  S.  Norris 43^456 

Genessee "  43,680 

Alleghany Reading  Railroad  Co 53,636 


,  62,720 
,62,720 
.62,720 
,66,104 
.  50,400 
.  63,984 
.63,586 
,66,896 
.66,448 
.67,120 
.69,360 
.59,360 
.59,360 
.  68.688 


Name. 


.a  > 
S5 


Size 
of 

Driv- 
ers. 


Wyomissing, 

Pawnee  . .' " 

Swatara " 

Perkiomen -" 

Tennessee c« 

Powhatan " 

Illinois " 

Michigan .......  " 

Wyoming " 

Palo  Alto 

Monterey " 

Sanatoga Rebuilt  by  Read 

Mahonoy " 

Atlantic -•• 

Philadelphia....  • 

California w 

Chesapeake  ....  ** 

Monocacy " 

Reading " 

Schuylkill *• 

Osceola ** 

Huron....  ** 

Erie 

Ontalaunee 

Buena  Vista Reading  Railroad  Co 37^868 

Vera  Cruz "  37,408 

Cerro  Gordo....  "  37,632 

Gazelle Rebuilt  by  Read.  R.  R.  Co.  24,640 

Atalanta "  23,072 

Antelope "  20,832 

Stag Reading  Raib-oad  Co 32,704 

Ariel "  12,320 

Witch "  11,648 

Maine Boston  liocomotirs  Works.44,800 

Massachusetts..  ••  ..   46,024 

Vermont '*  46,248 

Carolina..., ...  Newcastle  Co 42,112 


.  60,256 
....60,256 
....60,256 
....60,256 
....60,256 

60,256 

....62,048 

....62,944 

....43,904 

....46,592 

....44,576 

R.  Co.  43,008 

45,248 

'     45,024 

45,248 

48,160 

44,800 

•    86,786 

86,288 

32,928 

33,152 

83,162 

83,152 

82,704 


Alleghany 4 

Armstrong. ...  4 

Antelope 4 

Atalanta 4 

Beaver 8 

Blair 2 

Butler 4 

Bradford 4 

Bedford 6 

Berks 6 

Cambria 4 

Clarion 4 

Columbia 4 

Clinton 4 

Clay 2 

Centre 4 

Clearfield  ....4 

Crawford 4 

Dauphin 6 

Erie 4 

Elk 4 

Franklin 4 

Fayette 4 

Greene 4 

Huntingdon...  4 
Harrisburg ...  2 

Heisley 4 

Indiana 2 

Juniatta 4 

Lycoming  ....4 

Latrobe 6 

Lebanon 6 

Vlifflin 2 

Mercer 6 

Penrose 2 

Pike 4 

Susquehanna . 4 

Somerset 4 

Union 4 

Venango 4 

Wyoming 4 

Washington. . .  6 
Westmoreland.8 


ft. 
4 
6 
6 
6 
3 
6 
5 
4 
3 
8 
4 
4 
4 
4 
4 
4 
4 
4 
8 
4 
4 
4 
4 
4 
4 
4 
4 
6 
4 
4 
8 
3 
6 
8 
4 
6 
6 
6 
6 
4 
5 
3 
3 


m. 
6 

6 
6 
6 


6 
6 
6 
6 
6 
6 
6 

6 
6 
6 
6 
6 
6 
6 
6 
6 
6 
6 


6 
6 
8 
6 


Weight 

of 
Engine. 

pounds. 
46,275 
38,675 


Weight 

on 
Drivers. 

pounds. 
25,826 
22,876 


6 


43,350 
40,175 
38,675 
44,800 
67,876 
67,876 
40,826 
46,275 
44,800 
44,800 
23,360 
44,800 
44,800 
44,800 
67,875 
44,800 
44,800 
80,650 
46,110 
46,200 
46,276 
23,900 

46,'l75 
45,276 
46,110 
64,000 
67,875 
40,176 
67,876 
24,225 
47,100 
38,675 
47,100 
47,100 
44,800 
36,675 


43,350 
21,000 
22,876 
26,400 
42,037 
42,037 
25,320 
25,8;:5 
25.400 
26,400 
14,600 
25,400 
25,400 
25,400 
42,037 
26,400 
26,400 
16,750 
26,490 
26,490 
25,825 
12,000 


The  heaviest  express  engines  of  the  Boston  «nd 
Worcester  road  have  16  by  20  inch  cylinders  and 
four  5)4  feet  drivers  and  truck,  637  square  feet 
tube,  58  do.  of  fire  box  and  10%  do.  of  grate  sur- 
face. Weight  in  running  order  47,095  lb«. 

EvanBTille  and  Illinois    Rail  Road. 

We  are  gratified  to  be  able  to  announce,  that 
with  anything  like  auspicious  weather,  the  Evant- 
Tille  and  Crawfordsville  Railroad  will  be  complet- 
ted  in  little  over  one  week  from  this  time  to  Vin- 
cennes.  In  two  weeks  certainly,  Vincennes  and 
Evansville  may  claim  to  be  united  by  Railroad. — 
It  will  be  a  happy  consummation,  and  we  are  sure, 
one  that  the  citizens  of  both  places  will  be  delight- 
ed to  realize.  The  White  River  bridge  is  not  yet 
completed,  but  the  work  is  rapidly  going  on.  It 
is  now  confidently  anticipated  the  structure  will 
be  finished  by  the  middle  of  next  January.  Until 
that  time,  passengers  and  freight  are  obliged  to  b« 
transferred  at  White  River.  But  this  does  not 
cause  very  much  delay,  and  allows  passengers  a 
few  minutes  opportunity  of  inspecting  the  bridg« 
works.  The  President  of  the  road,  Hon.  Sam'l. 
Hall,  has  reco%'ered  his  health,  and  is  now  active 
in  pushing  forward  everything  in  connection  with 
it.  We  have  heretofore  been  caUed  U|>ou 
to  compliment  his  industry  and  faithfulness. 
Ho  has  labored  under  peculiar  difBculties  in  his 
office,  but  in  spite  of  all  obstacles  is  carrying 
the  work  forward  successfully.  There  will  be 
no  delay  in  pursuing  the  work  beyond  Vincen- 
nes, and  ere  long  we  will  be  connected  with  Craw- 
fordsville and  Terre  Haute. — Evansville  Jovrnal. 


21,000 
26,825 
26,490 
43,000 
42,037 
21,000 
42,037 
12,000 
27,480 
22,875 
27,460 
27,450 
25,400 
22,875 
84.675 
60,975 


ae- 


60,976 

The  weight  of  the  16  inch  cylinder  engines  of 
the  Fitchburg  road,  such  as  the  Cambridge,  Little- 
ton, &c.,  is  42,440  lbs.;  tbtf  weight  on  drivers  be- 
ing 26,760  lbs,,  and  weight  of  tender,  with  wood 
and  water,  25,900  lbs.  The  weight  of  the  Concord 
and  Athol  is  44,110  lbs  each,  of  which  80,810  lbs. 
are  on  drivers,  The  ten  wheel  engines  weigh  48,- 
000  lbs.,  of  which  36,000  lbs.  are  on  the  drivers. 

The  heaviest  express  engines  of  the  Hudson 
River  road  have  16}^  inch  cylinders,  22  inch 
stroke,  two  pairs  of  7  feet  drivers  and  truck. 
Boiler  contains  139  tubes,  2  inches  diameter  and 
1*2  feet  long,  equal  to  8733>^  square  feet  of  tube 
surface.  Weight  in  running  order  66,276  lbs.,  of 
whic))  86,275  lbs.  sre  on  drivers, 


Share  and  Money  Market. 

The  Stock  Market  has  shown  but  little 
tivity  for  the  past  week,  and  whatever  tendency 
has  manifested  itself  has  be4>n  downward.  Our 
markets  arc  uow  controlled  by  the  state  of  the 
English  markets,  and  prices  on  this  side  take  their 
cue  from  the  price  o{consols,  which  fluctuate  accor- 
ing  to  the  prevailing  rumors  in  favor  of  war  or 
peace.  The  last  advices  were  not  deemed  satis- 
factory. Our  Roads  are  in  excellent  conditon, 
and  there  is  no  doubt  that  favorable  news  from 
Europe  would  cause  a  rapid  movement  upward. 

There  is  little  doing  in  negotiation  of  new  secu- 
rities. The  season  of  the  year  is  unfavorable  to 
activity  in  any  department  of  business.  For  first- 
class  securities  the  market  is  firmer,  and  is,  we 
thmk,  steadily  improving.  The  following  state* 
ment  will  show  the  earnings  of  several  railroads 
for  November,  compared  with  the  same  month  of 
1862: 

Hudson  River 

Erie         

Few  York  and  New  Haven 

Ohio  and  Penn 

Nor.   and  Worcester 

Stonington 

Eight  Avenne,  (City) 

Sixth      „  , 

Third      „  „     — 

Rock  Island  and  Chicago. 

Cleveland  and  Toledo 

Michigan  Southern 

Cincinnati.   Hamilton  and 

Dayton 

Macon  and  Western 

Penn.  Central 

New  York  Central 

Cleveland  and  Pittsburgh, 

We  have  at  last  a  Report  fVom  the  Eric  Railroad ; 
or,  rather,  we  have  the  loan  of  a  copy  ft-om  • 
friend,  for  a  day  or  two,  (the  Company  never  fa- 
voring us  with  any  of  their  publications);  an 
elaborate,  detailed,  and,  in  many  respects,  a  lucid 
and  instructive  Report,  of  some  122  pages  :— a  Re- 
port^indicating  real  labor,  and,  in  the  main,  intead- 
iog  to  (onvey  infortaaHon,  instead  of  mibleadin^. 


1852. 

1853. 

123,520 

88.69» 

60,327 

848,838 

72,420 

54.609 

73,427 

40,275 

26,652 

21,746 

23,000 

15,000 

26,879 

new. 

26,219 

28,241 

II 

69,421 

» 

61,443 

II 

165,840 

106,699 

35,802 

27,616 

26,073 

27,017 

240,145 

134,635 

460,821 

361,859 

40,650 

29,362 

i^'i.-;:k 
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It  is  the  first  time  that  tho  Company  have  ever 
given  an  account  of  the  history,  progress,  and  sys- 
tem of  management  of  the  road.  The  information 
the  Report  contains,  and  the  great  labor  its  pre- 
paration indicates,  is  a  striking  commentary  upon 
the  position  that  Mr.  Loder  took  last  spring,  that 
"  the  report  to  the  Legislature  was  all  that  was 
necessary  to  give  the  public  an  idea  of  the  condi- 
tion and  management  of  the  road" !  We  are  glad 
to  find,  that  Mr.  Loder,  in  retiring  from  the  Board, 
carried  bis  peciUiar  notions  with  him.  We  arc  in- 
clined to  believe  that  the  present  Report  embodies 
much  interesting  information  which  will  be  tkic  to 
even  Mm. 

The  Report  is  divided  into  ten  heads,  viz. : — 

1.  The  historj-  of  the  undertaking. 

2.  A  topographical  description  of  the  route,  and 
the  obstacles  which  prevent  the  construction  of 
competing  lines. 

3.  Its  tributary  roads  and  water  lines  within  and 
beyond  this  state. 

4.  The  resources  for  business  ,  the  trade  of  the 
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West,  and  the  portion  of  it  due  to  tho  Ntw  Vork 
and  Erie  Railroad,  from  its  location  and  facilities. 
6.  The  character  of  the  road,  as  now  construc- 
ted, and  its  cost. 

6.  An  analysis  of  its  present  business. 

7.  A  comparison  of  its  business,  revenue  and  ex- 
penses, with  that  of  former  years,  and  of  other 
ruada. 

8.  The  organization  and  management  of  the 
road. 

9.  Its  financial  condition. 

10.  The  probable  future  revenue  and  expenses 

Each  of  these  heads  is  elaborated  to  nearly  the 
size  of  the  previous  Report  of  the  Company.  They 
are  followed  by  a  large  number  of  tables,  which 
present  the  leading  characteristics  of  the  road, 
Buch  as  its  grades,  elevations,  and  allignment,  the 
amonnt  and  condition  of  its  equipments;  with 
others,  showing  its  working  economy  for  the  past 
year  ;  the  movement  of  persons  and  propertyi 
the  sources  of  revenue,  the  proportion  of  passenger 
to  freight  receipts,  of  receipts  and  expenditure, 
etc.  etc.  The  tables  embody  a  great  amount  of 
interesting  information  in  reference  to  the  general 
subject  of  railway  transportation,  useful  to  this,  as 
well  as  to  other  companies.  It  will  constitute  a 
good  starting  point  for  .future  reports  of  a  similar 
character,  and  is  all  the  more  acceptable  for  com- 
ing so  late  in  tho  day. 


The  cost  of  the  road  and  equipment  to  the  pre- 
sent date,  and  the  expenditures  during  the  past 
year,  are  stated  as  follows  : — 

Expend,  of 
On  what  account.       Present  cost,     year  ending 

Sep.  30,  '53. 

Grading,  transporta- 
tion of  laborers  and 
materials  and  gra- 
vel and  hand-cars,  $12,059,619,97  S2261,889,43, 

Superstructure, 2,374,186  08     461 ,219,  07 

Iron 3,764,216  03      896,860  68 

SUtions,     buildings 
and  fixtures,  viz.  : 

Freight  and  Passen- 
ger Depots 

Water  Stations  and 
Wood  Sheds 

Machine  and  Work- 
shops   

Machinery  in  Shops.. 

DefKjt  and  stores  in 
New  York 

L.tnd,  land    damages 

and  fences 1,1 59,515  16 

Locomotives  and  fix- 
mrci 1,362,97145 


518,362,87 

264,941  21 

233,778  97 
161,604  78 


57,887 


98 


66,324  91 

33.647  84 
28,241  58 


92,974  01  4,029  60 
82,149  49 
12,984  16 


Atlantic  and  St.  Lawrence. . .  Maine 
Androscoggin  and  Kennebec. .      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .       " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H, 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...      " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic.    Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Pall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . ,      " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .      " 

Worcester  and  Nashua " 

Western " 

Stonington R.I. 

Providence  and  Worcester.. .      " 

Canal Corm, 

Hartford  and  New  Haven " 

Ilousatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer  " 
New  York  and  New  Haven. . .      " 

Naugatuck " 

New  London  and  New  Haven.     " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City.. 
Buffalo,  Coming  and  N.  York 
Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  and  Elmira ..... 

Cayuga  and  Susquehanna .... 

Erie,  (New  York  and  Erie).., 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal .... 

Rensselaer  and  Saratoga.... 

Rutland  and  Washington 

Saratoga  and  Washington. . . . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .       " 

Philadelphia  and  Reading. . . . 

Philad.,  Wilmingtoii  ^  Bait. 


NY. 


N.J. 


150 

65 

72 

51 

20 

93 

35 

54 

82 

24 

15 

47 

26 

61 

120 

117 

47 

61 

24 

28 

83 

53 

69 

28 

62 

76 

42 

66 

20 

26 

46 

12 

77 

45 

166 

60 

40 

46 

72 

110 

50 

66 

61 

62 

55 

54 

91 

132 

69 

50 

47 

36 

464 

144 

130 

95 
504 
118 

85 

23 

25 

60 

41 
82 
39 
96 
66 
46 
31 
63 
66 
20 
36 
95 
98 


1,538,100  2,973,700  5,150;278 
809,878'  1,016,500:  2,064,458 
962,621  i    29/, 80    ' 

123,884 

341,100 

622,200 

none. 

720,900 


1,366,500! 

285,747! 
1,649,278: 
1,485,000: 
2,078,625, 
3,016,634  . 

717,643i . 

600,0001 


none. 


1,097,600; 
2,486,000 
8,600,000 
1,500,000! 
392,000 


550,000 


2,514,067 
1,459,384 
713,605 
2,540,217 
1,485,000 
3,002,094 


651,214 
1,400,000 

673,500 
1.745,516 


So* 
•5  2 

«1 


00 

00 

o 

o 


264,743 
140,561 
168,114 
208,669 
23,946 
150,638 
306,805 
287,768 
328,782 


132,616 


2,429,1001  5,577,46 
3,500,000 12,000,000 
1,500,000 


700,000 


1,830,000' 
4,076,9741 
3,160,390! 
4,500,0001 

421,295; 
l,691,100l 
2,860,0001 
1,050,000! 
3,540,000l 

600,0001 

647,016! 
1,964,070 

250,000 
2,140,536 
1,134,000 


150,000 
390,000 
426,000 
171,800 
193,600 
500,000 
none. 
112,305! 
none.  ! 
819,7431 
282,300j 
none.  ] 
1,001,500 
171,210! 


5,160,o6d  6,319,520 
467,700 


1,995,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,623,073 

620,476 
1,246,927 
2,293,534 

307,136 
3,203,333 
1,321,945 
9,953,759 


1,457,600 

922,500 

2,350,000 


668,861 
3,000,000 

926,000 

760,600 
2,121,110 

900,000 


496,397 


Leased to 
Recently 


388,108 
659,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
574,574 
164,230 

67,251 
322,213 
137,406 
218,670 
162,109 
1,339,873 
240,572 
253.600 
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118,620,none  80 
80,063'none   30 

100,652;none'  41 

6  197 

ll,266none  24 
79,669none  36 

141,836'  8  1104 


55,266' 
163,075 


6 
6 

61,613|  8 

none 

none 

none 

266,539  none 


the  Vt.  C  ent 
opened,  inone 

'none 

130,881!  1% 
338,2161  ~ 
227,434 


7 
6 

7 
2K 


879,636 


425,609 

687,000 

10,000,000 

3,740,616 

4,725,260 

1,875,148 


300,000    1,731,498 

500,000    1,400,000 

800,000   3,150,000    639,529 

2,500,000    329,041 

In  progros   69,629 

800,000!  1,511,111  114,410 
1,641,000!  4,978,487  800,713 

440,0001 

650,000   1,380,610  Recently 

701,60f>  2,596,488  267,561 
1,550,000  2,550,500  Recently 
In  progres 

872,000!  1,921,270  Recently 
In  progres 

582,400;      987,627      76,760 

400,000   1,070,786      74,241 

24,003,866j33,070,863  3,537,766 

7,046,395  10,527,654  1,063,669 

977,463!  6,102,935    681,445 

616,246  2,446,391    205,068 


331,296 

30,0561 

72,028 
241,017! 

99,589! 
232,7871 

43,950! 

23,415none 
101,510!  none 

24,399  8 

18,648  none 

66,900:  4>,' 
683,19*1 
110,892| 
139,614! 


48 
471 
89 
109 

'21* 
33i 
26 
18| 

100 


97 
1041 

88 
1021 

45 


5  I  66 

1%   91* 
8     106i 

6  96J 
7^117 

'  60 
901 


6>6 


6 
4 


294,26910 
168.902none 


none 


23,085,600  10,773,823  33,850,423 


1,579,969 

360,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 


2,960,760' 
201,500; 
131,000! 

26,ooo: 

400,000! 
940,000| 
100,000! 
700,000 
660,000 


5,133,834 

607,803 

349,775 

774,495 

1,260,000 

1,832,945 


480,137 

90,616 

Recently 

213,078 
Recently 

173,546 


428,173  7 
8 
none 

none 
none 


opened. 

116,965 
opened. 


opened. 


39,360  none 
23,496!none 
7 
none 
5 
none 


13} 
6U 
98i 
66 
100 
65 
118i 


39i 
102J 

'82* 
68i 
86 
68 
130 


1,691,623 

338,783 

324,404 

44,070 


none 

4 

none 


329,577  !Recently 
1,043,357  Recently 


1,693,711  225,152 

4,327 ,4f.«°  1,*^88,.385 

128,0001  1,220,326  149,941 

476,000  3,245,720  603,942 

1,500,000  2,379,880  260,899 

13,000!  1,265,143;  118,617 

I   750,000  Recently 

71 3,227 1  1,702,5231  265,327 
6,666,332;10,427,80O  17,141 ,0872,480,626 
3,860,000'  2,403^76-  6,813^8'  tt67,786' 


195,847 
43,609 
opened. 

96,737 
opened. 

136,017 
opened 
opened, 

116,706 

478,413 10 


79,252 

316,259 

124,740 

76,890 

opened 

106,320 

1,251,987 

383,601 


none 


none 
8 


7 
10 
3>^ 
6 

s" 

7 
6 


68 

•  •  •  • 

79 
67  f 
65i 
30i 
115i 
29 
70 


30 
3? 

•  •  •  • 

94 
146 

isi* 


126 

•  •  •  • 

81* 
78 
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191 

211 

101 

71 

50 

65 

93 

33 

88 

60 

80 

125 

38 

29 

65 


Pennsylvania  Central Penn.  260 

Philadelphia  and  Trenton ... .     "        30 

Pennsylvania  Coal  Co "        47 

Baltimore  and  Ohio Md.    381 

Washington  branch "     ,38 

Baltimore  and  Susquehanna..     "       57 
Alexandria  and  Orange....  ..    Va.  '  66 

Mana.ssas  Qaji "     j  27 

Petersburgh "     |  64 

Richmond  and  Danville "     {73 

Richmond  and  Petersburgh..     "     |  22 

Rich,  Fred,  and  Potomac "     |  76 

South  Side "     I  62 

Virginia  Central "     |107 

Virginia  and  Tennessee "     I  60 

Winchester  and  Potomac "     j  32 

Wilmington  and  Kaleigh N  .C.il61 

Charlottx^  and  South  Carolina.  S.  C.  110 

Greenville  and  Columbia "      140 

South  Carolina "     242 

Wilmington  and  Manchester.     " 

Georgia  Central Qa, 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss, 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga.  . .     " 

Covington  and  Lexington Ky. 

Frankfort  aifd  Lexington " 

Louisville  and  Frankfort " 

Mavsville  and  Lerlngton "     i 

Cleveland  and  Pitlsburgh  . . . .  Ohio.'lOO 

Cleveland,  and  Erie "       95 

Cleveland  and  Columbus "     135 

Columbus,  Piqua  and  Indiana.     "     i  46 

Columbus  and  Lake  Erie "     |  61 

Cincinnati.,  Ham.  and  Dayton    "       60 

Cincinnati  and  Marietta "     I 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hlllsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...     " 

Ohio  Central "' 

Ohio  and  Mississippi "     j . . . . 

Ohio  and  Pennsylvania "      187 

Ohio  and  Indiana "     i . . . . 

Scioto  and  Hocking  Valley ...     "     I . . . . 
Toledo,  Norwalk  and  Clevcl'd     "      147 

Xenia  and  Columbus "       54 

Evansvillc  and  Illinois Ind.  i  31 

Indiana  Central "     | . . . . 

Indiana  Northern "     1131 

Indianapolis  and  Bellefontaine    "     I  83 

Lawrenceburg  and  Ind "     !  90 

Lafayette  and  Indianapolis.. .     "     '  62 
Madison  and  Indianapolis ....     "       88 

Peru  and  Indianapolis "       40 

Terre  Haute  and  Indianapolis    "       72 

Rock  Island  and  Chicago 111.    

Chicago  and  Mississii)pi "      136 

Illinois  Central "      

Galena  and  Chicago "        92 

Michigan  Southern Mich.  316 

Michigan  Central "     282 

Pacific , Mo. ;  88 
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116 

166 

77 

82 
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108 


186 
122 
120 
109 


Passenger  and  Bag- 
gage Cars 

Freight     and     other 
Cars 

Telegraph 

Duanc-st.  Pier 

Dunkirk  Harbor  Im- 
Improvement 

Steamboats  and 
barges  on   Hudson 
River 

Office  Exi)ense9 

Engineering 

Agencies 

Contingencies 

Interest  on  Stock, 
according  to  t«rms 
ofsubscription,  &c. 
&c 

Interest  on  first 
Mortgage  Bonds 
paid  to  Slate  Con- 
troller  

Discount    on  sale  of 
Bonds .. 

Construction  previous 
to  1845 


322,659  62      69,780  84 


1,470.402  46 
60,081  69 
12,878  86 


320,048  40 
6,886  57 


12,066  74         1,606  84 


206,586  90 
195,996  63 
476,878  57 
148,068  00 
172.326  71 


24,678  00 
24,576,24 
30,733  40 
80,381  46 
93,626  60 


1,651,694  13      116,264  66 


499,944  17 
1,765,464  08 
1,361,616  13 


10,661,624  92 
4,790,322  46 


1,077,.%5  67 


S31,222,834  21  $4,661,101  44 

This  statement  presents  some  curious  point«  of 

contrast  to  the  balance  !«heet  of  Sept.  30tb,  1862, 

published  at  the  instance  of  the  company  in  March 

last,  the  credit  side  of  which  was  as  follows : 

1862. 

Graduation,  masonry  and  bridges. 

Superstructure,  including  iron 

Passenger  and  freight  stations, 
buildings,  and  fixtures,  included 
above 

Land,  land  dam.nges,  and  fences.  . . 

Locomotives  and  fixtures,  and  snow 
plows 1,349,987  20 

Passenger  and  baggage  cars 262,878  78 

Freight  and  other  cars 1,162,746  00 

Engineering  and  agencies 476,821  29 

Office  expenses  in  New  York,  and 
various  offices  on  the  line,  salaries 
of  officers,  clerks,  etc.,  since  1845, 
exclusive  ef  transportation  depart- 
ment      171,420  89 

Steamboats,  barges,  etc 180,911  90 

Duane  st.  pier 12,878  86 

Depot  in  West  st. ,  and  stores,  (pres- 
ent value  S200,000) 88,944  61 

Dunkirk  harbor  improvements,  in- 
cluding 60  acres  of  land,  (present 
value  $100,000) 10,660  90 

Telegraph 44,696  12 

Contingencies 78,700  21 

New  stock  issued  to  old  stockholders 
on  reorganization  of  the  company 
inl845 894,600  00 

Indebtedness  of  the  old  company 
assumed  by  the  present  company 
inl845 467,116  13 

Interest  on  stock  and  indebtedness 
oftheCo 2,607,123  28 

Expenses  in  negotiating  first  mort- 
gage bonds 100,371  33 

Interest  on  same  to  May,  1851 678,107  64 

Discount  on  7  percent,  certificates..        34,857  60 

Discount  on  2d  mortgage  bonds ....      461,074  61 

Discount  on  income  bonds 267,639  47 

Discount  CD   ciKivertible   bords  of 

1871 351,892  70 

Discount  on  convertible  bonds  of 
1862 381,665  60 


Total $27,661,206  71 

We  knew  that  the  latter  statement  to  be  in- 
correct, when  made,  and  it  seems  that  the  Com- 
pany have  since  found  out  the  error.  We  then 
stated  the  balance  claimed  was  a  forced  one  at 
the  C^on)j>aQy  now  admit. 
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The  Balance  sheet  as  now  preseoted  is  as  fol- 
lows: 

Balances  of  general  ledger. — Sept.  30,  1861. 

Coaatraction $31,222,884  21 

Cashonhand $428,484  04 

Materials 795,462  23         ' 

Real  EsUte 12,860  47      1,286,796  74 


Stock  of  tho  BuflRUo 

Aod  State  Line  R. 

B.  Co.,  at  par 314,800  00 

Bonds  of  the  Corning 

andBlossburgR.  B. 

Co.,  at  par 


9,000  00         323,800  00 


Adranced  to  Union  R. 
R.Co.,  for  improTO- 
ments  of  road 148,427  77 

Advanced  to  owners  ; 
of  Like  Erie  steam- 
era 154,714  83 

Advanced  to  owners 
of  Lake  Erie  pro- 
pellers        61,463  04 


369,005  64 
83,306  67 


Unadjusted  accorrats 

Total $33,226,843  16 

Capital  Stock  issued $10,000,091  Og 

Funded  debt $20,173,868  90 

Floating  debt 2,635,026  49    22,863,896  89 


Transportation 

Interest  due  March  1,  1854, 
Mortgage  Bonds  1835 


on 


360,390  69 
466  00 


securities,  and  the  tendency  of  such  speculations 
to  demoralize  the  general  tone  of  service  on  the 
road,  and  to  impair  both  the  judgment  and  integ- 
rity of  the  interested  parties. 

We  have  no  doubt  strenuous  efforts  have  been 
recently  made,  to  correct  abuses,  and  improve  the 
general  system  of  management.  Important  reforms 
are  claimed  to  have  been  made.  A  direct  refer- 
ence to  the  chief  sources  of  the  abuses  that  have 
been  committed,  would  have  been  more  candid 
and  manly,  though  perhaps  it  was  hardly  to  be 
expected.  It  is  something  to  know  that  to  a  cer- 
tain extent  they  are  understood  and  appreciated, 
even  by  the  directors. 

We  are  happy  to  notice  that  the  Receipts  of 
the  Road  arc  in  advance  of  the  estimates  of  the 
most  sanguine. 


:    •   ■  Total, $33,225,843  16 

We  do  not  suppose  it  is  worth  the  while  to  be 
very  critical  upon  the  present  statements  of  the 
Company,  but  it  strikes  us  that  it  is  deficient  in  not 
•bowing  what  hits  become  of  the  net  earnings  of 
t  be  road  to  date.  The  dividends  upon  stock  were 
paid  from  capital,  till  January  1, 1852.  Up  to  Sept. 
30,  1862,  Mr.  Loder,  in  his  letter  of  10th  of  March 
last,  stated  the  net  earnings  to  be  8,963,796  47. 
The  Directors  should  have  charged  themselves, 
this  sum,  as  well  as  money  received  from  capital, 
and  should  have  given  the  object,  to  which  it  was 
applied.  There  is  no  reason  why  the  earnings  of 
a  road  should  not  be  accounted  for  as  well,  as  re- 
ceipts from  other  sources.  It  is  customary  for 
other  companies  to  do  so.  Wo  hardly  know  of  an 
exception,  except  in  the  above  case.  We  are  still 
more  surprized  at  the  neglect  of  so  obvious  a 
duty;  from  the  fact  that  the  Directors  do  not  ap- 
pear to  credit  themselves  with  the  large  deficit  in 
the  revenue  of  1852  which  was  found  to  exist, 
as  we  understand,  on  closing  up  the  business  of 
that  year.  Allowing  the  statement  of  the  Com- 
pany to  be  correct  in  its  results,  it  is  unbosiness 
jike.  If  incorrect,  it  shows  that  the  Company 
have  not  yet  ertirely  got  rid  of  some  of  their  old 

habits. 
The  statistical  portion  of  the  report  relating  to 

its  working  economy,  and  physical  charateristics 
of  the  road,  is  well  stated.  The  argumentative 
part  is  in  a  strain  of  the  highest  eulogism,  and 
some  positions  taken  that  are  hardly  tenable.  The 
difficulties  that  surrounded  the  undertaking  are 
graphically  detcribed,  but  no  allusion  is  made  to 
previous  viiimanagevient ,  which  have  been  greater 
obstacles  to  the  progress  of  the  work,  than  any  of 
tk  physical  at  finaiuial  character. 

We  think  the  report  would  have  been  more 
complete,  and  much  more  useful,  bad  an  addition- 
al chapter  been  added  upon  the  impropriety  of 
parties,  occupying  influential  positions  in  the  man- 
ajfemoDt  of  the  road,  speclatiog  on  its  stock  and 


LoeomollTcs  for  Oradea. 

There  is  a  large  amount,  of  ingenuity  wasted 
every  year  in  endeavours  to  adapt  a  system  of  ef- 
ficient and  economical  motive  power  for  indnlat- 
ing  roads.  We  say  wasted,  as  we  believe  that  the 
ordinary  engines  arc  adapted  to  maxium  grades, 
and  by  going  farther,  we  may  say  that  there  is  no 
system  of  motive  power  which  can  be  economically 
applied  to  extreme  grades. 

All  the  plans  which  have  been  proposed  for  the 
operation  of  extreme  grades  provide  for  an  in 
crease  of  ^^\.e^adh,csion  of  the  engine.  An  increase 
simply  of  adhesion  is  not  however,  an  increase  of 
the  power.  The  adhesion,  already  in  excess,  re- 
quires ,no  increase  except  provision  be  made  for 
extra  steam  power,  either  by  an  increase  of  pres- 
sure in  the  cylinders  or  a  reduction  in  the  size  of 
tho  drivers.  Now  with  the  ordinary  modes  of 
generating  and  applying  steam  we  cannot  in- 
crease the  i)ower  by  an  elevation  of  pressure,  ex- 
cept by  providing  additional  boiler  capacity,  which 
would  involve  of  itself  still  greater  adhesion;  nor 
by  retlucing  the  diameter  of  the  drivers  can  we 
secure  the  limit  of  traction  desired,  as  these  have 
already  been  made  of  the  smallest  diameters  con- 
sistent with  practical  working,  and  thi.s  too,  with- 
out disturbing  the  necessary  relation  between 
steam  power  and  adhesive  power. 

The  ordinary  pressure  of  steam  in  the  boilers  of 
locomotives  is  from  70  to  130  lbs.  per  square  inch, 
and  we  may  perhaps  take  100  lbs.  as  a  fair  aver- 
age. This  pressure  cannot  be  preserved  in  the 
cylinder  under  the  ordinary  speed  of  freight  en- 
gines, except  by  providing  much  more  than  the 
usual  allowance  of  steam  room  in  the  boiler.  To 
make  this  allowance,  we  must  recollect,  involves 
increased  weight.  The  available  working  pressure 
in  the  cylinders  if  taken  at  50  pounds,  would  nev- 
er, in  ordinary  cases  of  working,  produce  a  traction 
greater  than  the  amount  of  adhesion  necessarily 
due  to  the  weight  of  the  machinery  for  working 
that  pressure.  We  will  take  for  illustration  an 
engine  designed  for  working  grades.  Cylinders  19 
inches  diameter,  22  inches  stroke,  and  drivers  of  50 
inches  diameter ;  whole  weight  30  tons,  or  60,000 
lbs.  At  a  pressure  of  601bs.  per  inch  the  rotative 
power  at  the  rims  of  the  driving  wheels  amounts 
to  7,9421bs.  The  adhesion  upon  an  ordinary  rail 
would  be  8,6711bs.,  allowing  the  friction  of  iron 
on  iron  at  one  seventh  the  pressure.  We  should 
say  that  this  is  considered  a  low  estimate  and 
that  allowing  an  available  friction  of  one  sixth  tha 
pressure,  or  10,000  lbs.,  would  provide  for  a  pres- 
sure of  about  661bs.  per  inch  in  the  cylinders.  And 


in  the  face  of  these  facta  we  find  engines  of  the  above 
dimensions  of  cylinder  and  wheel,  working  upon 
116  feet  grades,  with  an  adhesive  weight  of  but 
22)^  tons,  the  surplus,  or  dead  weight,  in  excess 
of  the  demands  for  adheison,  being  carried  on  a 
truck.  It  is  evident  from  this  that  If  the  adhesion 
were  increased  one  third,  by  the  amount  now  car- 
ried on  the  truck,  that  there  could  be  an  op- 
portunity for  working  at  a  much  greater  pressur* 
than  is  now  employed,  provided  the  present  capa- 
city and  wtight  of  the  parts  are  sufficient  for  its 
generation. 

To  show  how  certainly  the  corresponding  ad- 
hesion is  involved  by  a  given  steam  power,  we 
will  consider  what  must  be  the  weight  of  the  ma- 
chinery and  materials  to  generate  and  apply  a  ro- 
tative power  at  the  rims  of  the  drivers  of  8000 
lbs.  The  boiler  of  such  an  engine  would  require 
to  be  of  48  inches  in  diameter,  with  tubes  of  14 
feet  length,  and  would  weigh,  made  of  6-16  inch 
iron,  8X  tons.  The  tube  surface  of  about  1000 
feet,  would  require  a  weight  of  2  tons  of  tubes. — 
The  fVame  for  such  an  engine  would  weigh  full  2 
tons.  Four  pairs  of  connected  drivers  of  48  inches 
diameter  would  weigh,  with  the  axles,  8  tons. — 
Two  19 by  22  inch  cylinders,with  ch«sts,piston8and 
cylinder  fastenings  would  weigh  2^  tons.  The  valve 
motion,  connecting  rods,  slides  and  cross  heads, 
springs,  driving  boxes,  chimney,  steam  pipes, 
etc.  would  weigh  G  tons.  The  water  in  the  boiler, 
equal  to  100  cubic  feet,  would  weigh  3  tons,  the 
wood  would  average  nearly  %  ton ;  and  men,  tools 
and  extra  fittings  %  ton  more.  Here  we  have  28 
tons  as  the  necessary  weight  of  necessary  parts  of 
the  machinery,  the  whole  of  which  may  be  made 
available  for  adhesion  by  coupling  the  wheels. — 
This  adhesion  fully  equal  under  ordinary  circum- 
stances to  the  given  traction  of  SOOOfos.  and  with 
a  good  rail  would  be  in  excess.  This  amount  of 
adhesion  would  be  constant,  while  an  engine  of 
the  assumed  proportions  would  have  the  given 
traction  only  when  working  up  to  the  full  capaci- 
ty of  its  boiler  and  cylinders. 

The  only  question  of  the  necessity  for  especial 
adaptation  of  locomotives  to  grades,  is  whether 
tho  ordinary  engines  can  be  worked  at  the  maxi- 
mum of  safe  pressure  without  deficiency  of  ad- 
hesion. With  the  present  construction  of  boiler 
and  mode  of  supplying  steam  to  the  cylinders,  the 
relation  of  steam  power  to  adhesive  weight  is 
established,  and  the  latter  is  sufficient.  If  a 
boiler  can  be  made  capable  of  generating  a  higher 
pressure  of  steam  with  less  weight  of  furnace, 
tubes  and  shell,  and  with  less  wood  and  water ;  if 
the  frames,  cylinders,  wheels  and  axles,  and  the 
smaller  parts  can  accomplish  the  same  work  with 
less  weight  of  material,  then  the  adhesion  may 
become  less  than  the  power  which  it  renders 
available. 

The  advocates  of  the  especial  adaptation  of 
grade  engines,  claim  that  by  increasiog  the  ad- 
hesion beyond  the  limit  of  the  surface-friction, 
lighter  engines  may  be  used.  Now  if  lighter  en- 
gines of  ordinary  construction  are  used,  Uss  steam 
will  be  generated  and  applied,  the  traction  will  be 
reduced  below  the  limit  of  adhesion,  and  the  en- 
gine will  be  yet  incapable  of  operating  heavy  loads 
on  heavy  grades. 

It  is  needless  to  describe  or  even  to  specify  the 
plans  which  have  been  devised  for  increasing  the 
adhesion.    They  have  all  been  based  upon  an  as^ 
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sumption  that  "the  power  of  an  engine  is  measur- 
•d  by  ita  adhesion",  a  conclusion  which  the  ordin- 
ary working  of  locomotives  proves  to  be  incorrect. 
If  this  were  true  the  truck  would  be  laid  aside 
and  we  could  not  speak  of  "dead  weight",  as 
every  addition  of  weight,  for  whatever  purpose, 
would  j)roduce  additional  power. 

It  will  readily  appear  upon  a  little  consideration 
that  any  engine  which  can  exert  upon  a  level  the 
full  power  due  to  its  capacity  of  cylinder  and  size 
of  driring  wheel  will  do  as  much  upon  any  grade 
of  practicable  pitch.  It  is  not  that  engines  will 
not  perform  as  well  upon  grades  as  elsewhere,  but 
that  grades  themselves  involve  an  expenditure  of 
power  in  overcoming  them,  oU<;n  to  an  extent 
beyond  the  ability  of  either  the  tractive  or  ad- 
hesive poftor  of  the  engine  used.  For  a  rise  of 
16  to  20  feet  in  a  mile  tlie  resistance  to  a  train 
moving  slowly  is  twice  that  upon  a  level ;  on  a 
grade  of  36  to  40  foet,  throe  times  as  much  ;  on  a 
grade  of  200  feet  per  mile  the  resistance  would  be 
fully  eleveu  times  that  upon  a  level,  and  the  »team 
power  ufccd  for  a  given  load  must  therefore  be 
eleven  times  greater. 

The  cxpen-se  of  steam  power  must  be  largely 
dependant  on  the  weight  of  steam  used,  as  the 
evaporation  of  water  is  i)roportional  to  the  amount 
of  fuel  consumed  and  to  the  destruction  of  the 
furnaces  and  lubes  by  heat.  The  power  exerted 
involves  a!so  its  corresponding  wear  of  machinery 
and  consequent  expense  for  lubrication  and  re- 
pairs, so  that  it  may  be  assumed  that  even  could 
a  lighter  construction  of  locomotive  be  used  with 
provision  for  extra  adhesion,  the  expense  of 
operating  grades  would  still  be  very  nearly  in  pro- 
portion to  their  increased  resistance  as  compared 
with  a  level  road.      .'  ;     ;    '  : 

In  cases  where  the  general  transportation  is 
sufficient  always  to  furnish  full  trains,  equal  to 
the  entire  power  of  the  locomotive,  the  equation 
of  grades  becomes  a  matter  of  much  interest.  An 
engin*  working  up  only  h*lf  of  its  power  may  ex- 
pend the  additional  power  necessary  to  overcome 
a  moderate  rise,  and  without  showing  the  extreme 
disadvantage  of  undulation  in  its  fall  light.  It  is 
for  those  cases  however  where  the  transportation 
is  heaviest  that  the  economy  of  power  is  especial- 
ly regarded.  Z.  C. 


Ifewr  Orleans,   Jackson  and  Great  Hortliarn 
Railroad. 

BEPORT  OF  THE  PRESIDENT  AND  CHIEF  ENGINEER. 
To  the  Directors  of  the  N.Orleanf,  Jackson  and  Great 
Northern  Railroad  Company. — Gentlemen — Th« 
undersigned  has  the  honor  to  lay  before  you  a  re- 
port from  James  H.  Grant,  Chief  Engineer,  which 
will  inform  you  of  the  progress  made  in  the  sur- 
vey's and  location  of  the  company's  road,  and  the 
condition  of  its  work,  with  an  estimate  of  the 
cost  of  completing  the  same  from  the  city  to  the 
State  line.  I  also  beg  leave  to  submit  the  an- 
nexed statement,  from  the  Secretary,  of  receipts 
and  expenditures,     r  -.    :  .     ■    > 

The  estimates  of  the  Chief  Engineer  exhibit 
SI  ,027 ,09'.)  ;is  the  sum  necessary  to  complete  the 
road  from  the  city  to  the  State  line,  and  to  meet 
this  expenditure,  the  means  and  resources  of  the 
company  available  within  the  period  when  needed, 
are  deemed  sufficient. 

The  resources  of  the  company,  over  and  above 
the  cost  of  the  road  to  the  State  line,  amounting 
to  about  two  millionb  of  dollars,  will  be  applicable 
to  the  grading  and  construction  of  the  road  from 
thence  to  the  Tennessee  river,  and  there  is  a 


oi  the  ccm}>any  tender  my  charge,    I  respectfully 
report  as/follows: 

iiURVCYS,    LOCATION    AND    CONTRACTS. 

The  entire  line  of  road  from  New  Orleans  to 
Nashville,  a  distance  of  550  miles,  has  been  care- 
fully surveyed,  and  a  final  location  made  of  409 
luik's,  between  New  Orleans  and  Chickasaw,  on 
the  Tennessee  River,  intersecting  the  Memphis 
and  Charleston  road  in  Bear  Creek  Valley,  400 
miles  fVom  New  Orleans ;  2561  miles  have  been 
placed  under  contract,  viz  :  87  k'  miles  from  New 
Orleans  to  the  State  line,  95^  miles  from  the 
Stale  line  to  Jackson,  23i  mile  from  Jackson  to 
Canton,  and  60  miles  from  Aberdeen,  south.  The 
entire  line  of  road  is  free  from  any  engineering 
difficulty,  and  the  route  will  compare  favorably 
with  any  in  the  Union  ;  not  only  with  reference  to 
the  gradients,  allignments,  facility  and  cheapness 
of  construction,  but  in  the  elements  of  travel  and 
traffic  necessary  to  insure  a  certain  and  proflCabi* 
return  on  its  cost. 

PROGRESS    or    THK    WORK. 

The  graduation,  cribbing  and  and  piling  of  near 
seventy  milea,  have  l>eencon!>t meted  between  thi^ 
city  and  the  Sute  line,  sixty-two  of  which  are 
ready  for  the  reception  of  the  cross-ties  and  iron 
rails.  The  track  laying  has  been  commenced  at 
the  main  depot,  also  between  the  North  Pass  and 
the  "  Piny  Woods,"  and  from  the  latter  point  it  is 
progressing  towards  the  State  line.  The  bridgts 
at  the  North,  and  South  Pass,  Manchac,  are  in  a 
state  of  for.vardnesa,  and  will  be  speedily  complet- 
ed in  a  substantial  manner.  In  regard  to  this  por- 
tion of  the  work  of  the  company,  I  am  entirely 
satisfied  that  the  plans  adopted  tor  crossing  the 
Pa."<se8  aro  attended  with  no  practical  difficulty 
whatever,  and  that  the  structures  will  l>e  perma- 
nent and  safe  for  the  passage  of  your  trains.  The 
same  remarks  apply  equally  to  the  cribwork  in 
progress  of  construction  across  the  Swamp  Prai- 
rie, and  the  whole  series  of  swamp  between  the 
city  and  the  "  Piny  Woods,"  will  be  passed  with- 
out encounteriug  any  material  engineering  diffi. 
culty. 

COMPLETION    OF    THE    ROAD   TO    THE    STATE    LINK. 

The  agreement  as  to  the  time  for  the  comple- 
tion of  the  contract  of  Messrs.  Thos.  C.  Bates  db 
Co.,  from  the  South  Pass  Manchac  to  the  Slate 
line,  a  distaoce  of  forty-one  miles,  will  enable 
them  to  deliver  it  in  a  finished  condition  on  or  be- 
fore the  1st  of  July  Dext,and  the  state  of  forward- 
ness of  the  work  between  the  city  and  the  South 
Pass  is  such  as  to  insure  its  completion  within  the 
same  period  of  time.  This  being  done,  there  are 
no  obstructioDS  in  the  way  of  having  the  entire 
road,  from  the  city  to  the  State  line,  in  operation, 
with  a  daily  train  of  cars  muning  on  and  after  the 
1st  of  July  next. 

COST    or    FINISHING   TO    STATE    LIN*. 

The  following  is  an  estimate  of  the  cxpendittire 
neceassary  to  cover  the  cost  of  completing  the 
road  to  the  State  line  : 

Thos.  C.  Bates  &  Co.,  balance  of  their 

contract S296,612 

Contractors  from  depot  to  South  Pass.        178,500 

Expenses  of  laying  track 55,600 

interior  States  cannot  be  |  Iron  rails,  chairs  and  spikes  for  87 ( 
when,  with  the  connec-  j     miles  less  amount  received  and  on 

tions  of  our  road  with  others  completed  and  in  |     hand 471,987 

progress  under  the  fostering  aid  of  the  States  of  Engineering  and  superintendence 26,000 

Tennessee  and  Virginia,  Washington  City  may  be 


sippi  on  the  line  of  the  road,  with  proofs  in  favor 
of  its  ultimate  completion,  will  have  every  motive 
to  accelerate  its  progress  by  increasing  their  sub- 
scriptions ;  and  I  would  respectfully  recommend 
the  early  adoption  of  a  plan  best  calculated  to  ef- 
fect this  purpose.  With  the  means  secured  to 
grade  the  road  fVom  the  State  line  to  the  Tennessee 
river,  a  distance  of  three  hundred  and  twenty-two 
miles,  there  is  no  reason  to  distrust  our  ability  to 
command,  when  required,  on  the  faith  of  the 
works  of  the  company,  the  means  necessary  to 
procure  the  iron  and  a  complete  equipment. 

The  undersigned,  with  Mr.  Slidell,  appointed 
as  your  Commissioners  to  negotiate  the  mortgage 
bonds  of  the  Company,  with  a  view  of  providing 
a  sufficient  fund,  in  addition  to  resources  already 
secured,  to  complete,  at  an  early  period,  the  entire 
road  from  New  Orleans  to  the  Tennessee  River, 
proceeded  to  London  in  July  last.  On  our  arrival 
in  that  city,  we  ascertained  that  owing  to  the  ad- 
vancing rates  of  interest,  caused  by  the  apprehen- 
sion of  a  serious  deficiency  in  the  harvests,  and 
the  probability  of  political  troubles,  calculated  to 
disturb  confidence  among  capitalists,  it  was  quite 
impracticable  to  etfcct  the  sale  of  new  loans. 
Finding  this  unfavorable  state  of  affairs,  we 
deemed  it  advisable  to  defer  placing  the  bonds  on 
the  market  for  sale,  and  what  has  since  trans- 
pired, in  respect  to  the  general  depreciation  in  the 
value  of  public  stocks  and  railroad  securities,  will, 
I  hope,  be  deemed  a  sufficient  tnd  satisfactor}- 
reason  for  the  postponement  of  negotiation)",  which 
we  are  not  without  encouragement  to  renew  on 
the  appearance  of  a  favorable  change  in  monetary 
affairs.  If  the  company  had  been  prepared  to 
sell  its  bonds  a  few  months  earlier,  I  am  entirely 
satisfied  that  the  basis  of  their  security  and  the 
promises  of  the  scheme,  would  have  ensured  suc- 
cess. Now  that  its  works  are  more  advanced, 
and  in  a  few  months  the  section  between  the  city 
and  the  iState  line  will  be  finished  and  in  opera- 
tion, with  over  two  millions  of  dollars  of  expen- 
diture, there  is  atill  more  reason  to  regard  success 
as  neither  equivocal  nor  doubtful,  on  the  revival 
of  confidence  and  a  demand  for  stocks  of  acknow- 
ledged security. 

If  we  look  to  the  history  of  improvements  com- 
menced in  other  States  of  the  Union,  the  pro- 
gress we  have  already  made  will  compare  favor- 
ably with  .iny  similar  enteri)rise.  We  have  before 
us  a  certainty  of  being  able  to  complete  nearly 
ninety  miles  of  road  on  or  before  the  ensuing 
July,  besides  having  overcome  in  its  construction, 
difficulties,  by  many  deemed  insurmountable,  but 
now  ascertained  by  the  Chief  Engineer  to  be  of 
no  serious  importance. 

While  daily  experience  is  demonstratine  that 
natural  channels  of  commerce  are  inefficient  in 
competition  with  those  of  an  artificial  character, 
and  is  suggestive  of  the  necessity  of  counteracting 
the  powerAil  efforts  made  to  impair  our  commer- 
cial superiority,  wo  have  derived  from  the  late 
afflicting  epidemic  fresh  motives  to  aq^ate  our 
zeal,  and  to  persevere  in  the  prosecution  of  the 
works  of  the  company.  Aside  from  the  immense 
commercial  importance  they  possess,  the  con- 
venience and  facility  they  will  afford  to  our  citi- 
zens and  those  of  the 
overestimated  in  value. 


reached  in  two  days,  at  a  speed  of  twenty-five 
miles  per  hour. 

In  the  present  condition  of  the  company,  the 
progress  made   in  ita  works,  and  the  remaining 
resources  for  their  extension,  we  have  everything 
to  hope  and  no  cause  for  discouragement. 
Very  respectflilly,  your  obedient  servant, 
JAMES  ROBB,  President. 
N.Orkans,  Jack  son  and  Great  Northern  Railroad, ) 
Engineer  Department,  N.Orleans,  No.  24, 1863.    )' 
James  Robe,  Esq.,  President: 

Sir — In  compliance  with  your  request,  com- 
municating the  wishes  of  the  Board  of  Directors, 
that  I  should  submit  to  them  an  accnrate  state- 


ToUl «1,027,099 

Plans  for  the  main  depot  buildings  have  not 
been  prepared,  and  it  is  not  deemed  advisable  to 
commence  their  erection  until  the  road  is  com- 
pleted to  the  State  lin".  The  temporary  building 
constructed  on  the  company's  gruuns  will  an«w«r 
all  purposes  for  the  present.  Any  further  expen- 
ditures at  this  time  for  that  purpose  would  be  pre- 
mature and  uncalled  for.  The  company  have  re- 
ceived 3,700  tons  of  iron  rails,  and  have  advices  of 
the  further  shipment  of  8,800  tons  expected  to  ar- 
rive in  December  and  January,  making  in  all  7000 
tons,  which  will  iron  the  road  for  the  distance  of 
66>^  miles.    The  remaining  3000  tons  due  on  the 


reasonable  expectation  that  the  citizens  of  Missis-  ment  of  the  cooditioo  and  progress  of  the  works  contract  for  J0,000  tons  made  by  Messrs.  R.  Wil- 
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son,  Hallett  &  Co.,  of  Liverpool,  are  deliv«rable 
in  February  next.  Three  locomotive  engine*  have 
been  purchased  ;  also  a  sufficient  number  of  bur- 
den cars  to  transport  the  necessary  materials  for 
laying  tho  track. 

OPERATIONS    IN    MISSISSIPPI. 

In  Mississippi,  between  the  State  Hue  and  Jack- 
son, a  portion  of  clearing  tor  the  roadway  is  open- 
ed, and  on  the  division  between  Jackson  and  Can- 
ton, embracing  a  distance  of  23>2  mile,  aboutone- 
half  of  the  graduation  is  finished.  From  Aber- 
deen south,  the  work  has  been  commenced,  and 
for  the  present  will  be  prosefcuted  to  the  extent  of 
collections  made  from  the  subscribers  in  Monroe 
county. 

The  foregoing  is  respectftilly  submitted'  as  a 
general  outline  of  the  operations  of  the  company 
up  to  this  time,  deferring  to  the  period  of  the  an- 
nual meeting  of  the  stockholders  the  detailed  re- 
port made  up  from  plans,  maps,  profiles  and  notes 
belonging  to  surreys  and  location,  exhibiting  the 
progress  of  the  work,  rolling  stock  on  hand,  des- 
cription of  location,  grades  and  curves,  and  a 
careful  estimate  of  the  entire  line  to  Chickasaw, 
on  the  Tennessee  river,  including  a  complete 
equipment  of  engines  and  cars. 

Very  respectfully,  yourob't.  servant, 
JAMES  H.  GRANT, 

Ckief  Engineer. 

The  statement  of  receipts  and  expenditures  of 
the  company  up  to  the  present  time  is  as  follows : 

RECEIPTS. 

Recelvei  by  As-'Oismenls  an  Capital 

Stock S685,M9  62 

Received  on  acc(  ant  of  State  Sub- 
scription       166,000  00 

Sale  of  Real  Estate  Tax  Bonds <J05,000  00 

Miscellaneous 29,063  22 


SI, 289,982  84 


EXPENDITURES. 


Construction $6i6,246  32 

Rails 270,963  72 

Engines 24,949  21 

Surveys 104,090  87 

Real  Estate 58,967  48 

Cash  on  hand 88,320  02 

Miscellaneous 92,862  22 


Total ..81,282,992  84 

Statement  of  tlie  Mobile  and  Obio  Railroad 
Companx* 

The  Mobile  and  Ohio  Railroad  Company  being 
about  to  make  an  issue  of  first  mortgage  bonds  for 
the  purpose  of  purchasing  superstructure  and 
equipment,  and  placing  the  same  on  their  Road, 
deem  it  a  proper  occasion  to  submit  a  brief  state- 
ment of  the  condition  of  their  aflairs,  and  their 
plans  for  the  future. 

The  line  of  the  Mobile  and  Ohio  Railroad  ex- 
tends from  Mobile,  on  Mobile  Bay,  to  the  mouth 
of  the  Ohio  River,  opposite  Cairo,  the  Southern 
terminus  of  the  Illinois  Central  Railroad,  extend- 
ing from  that  point,  north  to  Chicago,  on  Lake 
Michigan. 

The  length  of  line  proposed  to  be  built  is  as 
follows ; 

Main  trunk  from  Mobile  to  Cairo,    494  miles. 

Branches,        -        -        -        -  40     " 

,    Turnouts  and  sidings,        -        -        60     i" 

Total,        -        -  -  -       694  miles. 

The  cost  of  preparing  the  road  bed  for 

the  rails,  embracing  graduation,bridg- 

ing,  masonry,  etc.,  etc.,  as  estimated 

by  the  Company's    Engineer,  John 

Cailde,  Esq.,  is  S5,l0l,676 

The   route   is  exceedingly   favourable  for  the 

cheap  construction  of  a  Railroad,  involving  little 

work  of  an  expensive  character.     No  streams  of 

any  magnitude  are  crossed  on  the  whole  line.     No 

Road  in  the  United  States  of  equal  length  <^  be 

constructed,  j  robably,  at  less  cost.  i 

For  the  purpose  of  preparing  the  road  bed  for 
the  superstructure  and  equipment,  local  stooksub- 
pcriptjons  have  been  obt^ed  to  the  amoor.t  of 


S'5,107,676,  which  it  is  believed,  are  solvent  and 
payable  beyond  contingency,  and  will  be  paid  in 
as  fast  as  wanted  for  construction. 

Of  the  whole  Road,  83  miles,  commencing  at 
Mobile,  are  already  completed,  and  in  Buccemful 
operation.  The  balance  of  the  line  is  under  contract 
to  be  ready  for  the  rails  on  the  first  day  of  Janu- 
ary, A.  D.  1866.  The  work  is  being  rapidly  urged 
forward,  and  is  already  so  far  advanced,  as  to  im- 
pose, it  is  believed,  no  impediment  to  the  laying 
of  iron  as  fast  as  it  can  be  delivered  upon  the  line. 
One  hundred  miles  are  already  prepared  for  the 
rails. 

The  Company  have  purchased,  and  have  on 
hand,  a  sufficient  quantity  of  rails,  with  the  other 
necessary  items,  for  150  miles  of  track.  The  lay- 
ing of  the  rails  will  be  commenced  immediately, 
and  will  be  urged  on  with  all  practicable  de- 
spatch. 

The  cash  expenditures  on  account  of  constr\ic- 
tion,  up  to  the  present  time,  amount  to  SI ,600,000. 
This  sum  does  not  embrace  the  20  per  cent  reserv- 
ed in^all  cases,  as  security  for  the  faithful  perform- 
ance of  contracts. 

The  total  cost  of  the  Road ,  as  estimated  by  the 
Company's  Engineer,  is  as  follows,  viz  : 

3,600  tons  of  iron  already  laid S1&1,200 

7,100   "     "      "      in  Mobile,  (cost)        369,200 
60,000    •'     "      "      to  arrive,  (estima- 
ted cost) 3,979,600 

Chairs,  spikes,  laying  track,  freights, 

etc.,  etc. 700,000 

Equipment, 1,700,000 

Graduation,  masonry,  etc.,  as  above, ....  6,101,676 

Total  estimated  cost  of  Road, $12,001,676 

The  above  estimate  has  been  pre- 
pared with  great  care,  and  will  not,    " 
it  is  believed,  be  exceeded. 

The  means  provided  are  as  follows : 
Stock  subscription,  sufficient  to  grade 

and  bridge  the  road, 6,107,676 

Stale  of  Tennessee  bonds  equal  to 

$8,000  per  mile  of  line  in  that  State, 940,000 

Proceeds  of  mortgage  bonds, 6,000,000 

Total, 812,047,676 

The  security  for  the  bonds  now 
issued  will  be  as  follows  : 

Cost  of  graduation  etc 6,101,676 

Cost  of  superstructure  and  equipment, . . .  6,900,000 
Lands  for  depots ,stations,  etc., includ- 
ing 49  acres  at  Mobile,  in  addition 

to  Lands  donated  by  Congress, 600,000 

One  million  one  hundred  and  fifty-six 

acres  of  land  granted  by  Congress 

in  aid  of  a  Railroad  from  Mobile  to 

Ghicago.on  and  along  the  line  of  the 

Road  estimated  at  the  low  price  of 

85  per  acre, 6,000,000 

Total  value  of  security, $18,501 ,676 

Or,  tkrte  times  greater  than  the  amount  sought 
to  be  borrowad. 

The  value  of  the  lands  owned  by  the  Company 
are  believed  to  be  estimated  at  a  much  less  Value 
than  their  real  worth.  Fxperience  has  shown  that 
the  construction  of  a  Railroad  adds  immediately 
more  than  $5  per  acre  to  the  valne  of  all  land  ly- 
ing within  ten  miles  of  its  line. 

It  is  well  known  that  the  Illinois  Central  Com- 
pany are  constructing  their  Road,  almost  entirely, 
with  the  proceeds  of  bonds  based  upon  the  lands 
granted  by  Congress  to  that,  in  connection  with 
the  Mobile  and  Ohio  Roads.  There  can  be  no 
doubt  that  the  cash  value  of  these  lands  is  much 
greater  than  the  entire  debt  of  the  Company.  The 
lands  that  are  made  the  basis  of  the  construction 
bonds  of  the  Illinois  Company,  are  valued  at  over 
ten  dollars  per  acre,  or  twice  the  estimated  value 
of  the  land  belonging  to  the  Mobile  and  Ohio 
Company.  The  latter  prepare  their  road  for  the 
supei  structure  entirely  by  means  of  local  subscrip- 
tions, which  are  considered  in  similar  cases,  as 
ample  security  for  the  loan  of  moneys  required 
for  iron  and  equitpment. 

For  the  purjKwe  of  making  the  security  avail- 


able to  the  bondholders,  the  franchise,  road  bed, 
equipment,  rolling  stock  of  the  Company,  and  the 
lands  received  fVom  the  general  Government,  have 
been  conveyed  in  trust  to  Morris  Eetchum  and 
John  J.  Pahner  of  New  York,  and  Wm.  R.  Hallet 
of  Mobile,  all  gentlemen  of  the  highest  respecta- 
bility, and  of  well  known  credit  in  flnaacial  circles, 
with  full  authority  to  sell  said  lands,  and  in  case 
of  default  by  the  Company,  to  take  possession  of, 
manage,  make  sale,  or  otherwise  dispose  of  all  the 
Company's  property  and  franchises  for  and  on 
account  of  the  creditors  of  the  Company.  To  said 
mortgage,  which  is  annexed,  reference  is  had  for  a 
more  full  statement  of  the  Company's  charter, 
privileges,  route  of  road,  objects,  etc.,  etc. 

In  addition  to  the  security  described,  the  Com- 
pany have  full  confidence  that  both  the  interest 
and  principal  of  the  above  bonds  will  be  amply 
provided  for  by  the  earnings  of  their  Road.  They 
believe  it  occupies  a  route  possessing  business  re- 
sources unsurpassed  by  any  other  Road  in  the 
United  States.  It  traverses  a  section  of  country 
distinguished  for  its  fertility,  for  the  extent  and 
value  of  its  productions,  filled  with  a  numerous, 
active  and  wealthy  population,  which  must  use  the 
above  Road  as  the  most  convenient  outlet  to  a 
market.  The  liberal  local  subscriptions  obtained 
are  at  once  evidence  of  the  great  interest  felt  in 
the  work,  on  the  part  of  the  inhabitants  on  its 
line,  and  of  the  ability  to  supply  a  liberal  traffic 
to  the  road.  The  road  runs  in  the  natural  direc- 
tion of  trade,  and  must  command  the  business  of 
a  larger  belt  of  country  than  any  other  road  of 
equal  length  in  the  United  States.  One  of  the 
leading  items  of  freight  will  be  Cotton,  which.from 
its  great  value,  will  bear  a  high  charge  for  trans- 
portation,  which  is  one  of  the  reasons  that  ren- 
der Southern  roads  among  the  most  profitable 
works  in  this  country. 

Pursuing  a  route  nearly  equi-distant  from  the 
navigable  waters  of  the  Mississippi  on  the  one 
band,  and  the  Tombigbee  on  the  other,  the  road 
will  not  suffer  from  the  competition  of  navigable 
rivers,  while  its  directness  will  equally  pro- 
tect it  from  competition  of  rival  works.  From  a 
carefully  prepared  estimate  of  the  Company's  En- 
gineer, it  is  believed  that  the  net  rcctipts  from  the 
road  the  first  year  after  its  opening  cannot  be  less 
than  81,600,000.  Deducting  from  this  sum  8400,- 
000  for  interest  and  expenses  on  account  of  funded 
debt,  there  will  be  left  81,100,000  for  dividends,  or 
about  20  per  cent  per  annum.  The  Company  now 
offer  their  securities  to  the  public,  fully  convinced 
of  their  soundness,  and  believing  that  none  of  a 
higher  character  have  ever  been  issued  by  any 
Railroad  Company  in  this  country  under  similar 
circumstances. 
,.      .     -       :  .,  SIDNEY  SMITH, 

President. 

MobiU,  Nov.  25/A,  1853.  } 

Perfornkanee  of  a  liOcomotiTe. 

During  some  trials  of  engines,  made  upon  the 
Baltimore  and  Ohio  road,  in  the  month  of  Novem- 
ber, 1862,  several  trains  of  upwards  of  260  tons 
gross  weight  were  drawn  up  the  82  feet  grades 
between  Baltimore  and  Martinsburg.  This  per- 
formance, of  a  single  engine,  we  are  not  led  to 
suppose  an  extreme  one,  but  it  afibrds  a  very  inter- 
esting illustration  of  the  resistances  of  such 
grades,  and  of  the  traction  and  adhesion  of  the 
engines.      :•,.  ...  ''.   .    *\;^i\,J--    •_  •^'•/,    "  . 

On  the  lOtb  of  November,  engine  No.  72,  built 
by  the  Baltimore  and  Ohio  Road  Company,  took, 
besides  its  own  weight,  that  of  its  tender  and  of 
18  cars,  weighing  with  freight  259.22  tons,  up  the 
82  feet  grade.  The  dimensions  of  the  engine  were 
as  follows :  20  inch  cylinder ;  22  inch  stroke ; 
eight  connected  drivers  of  43  inches  diameter  and 
having  chilled  tires.  Tube  surface  about  1200 
square  feet  and  grate  surface  18  square  fjet. 
Whole  weight  about  28^  tons  of  2000  lbs.,  all  of 
which  ia  on  drivers.  i         .    >• 
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Our  object,  with  the /acts  and  data  of  this  per- 
formance before  us,  is  to  show  the  extent  of 
tractive  power  exerted,  and  the  amount  of  ad- 
hesion which  the  chilled  tires  must  necessarily 
have  possessed  in  order  to  make  this  steam  power 

available.     '..7.'  . -'"V"'--, *^:^ '""■';".■'"    '■"'.'      'V 

In  estimating  the  resistances  of  the  train  and 
engine  we  will  take  the  data  established  by  Pam- 
boar  which  are  demonstrably  correct,  and  are  al- 
ways adopted  by  engineers  in  the  estimation  of 
resistance.  It  is,  perhaps,  however  fair  that  his 
allowances  for  tons  of  2240  lbs.  should  be  adopted 
for  tons  of  2000  lbs.        ■;■■..    •  \: 

1.  Friction  of  engine  gear  alone,  without  load, 
6  lbs.  per  ton  weight  of  engine. 

2.  Friction  of  wheels,  axles,  &c.,  of  engine  and 
tender,  9  lbs.  per  ton. 

8.  Friction  of  train  by  itself  8  lbs.  per  ton. 
4.  Friction  of  engine  gear  is  1  lb.  additional  for 
•very  additional  ton  of  train. 

Let  W  =  tons  weight  of  engine. 
"    w  =  tons  weight  of  tender. 
.    "    L  =  tons  of  wagons  and  load. 
"    L'  =  tons  of  engine,  tender  and  train. 
The  force  necessary  to  balance  the  resistances 
alone  being 

6W  +  9  (W  -{-  w)  +  9L  =  6W  ->  9L'. 
Let  now  the  slop*  of  any  grade    as  6280  ■*-  82 

(=  '01663)  be  called  — ,  then  the  increased  force 


of  traction  on  grades  will  be 


2000L' 


and   tbi 


brings  an  increased  strain  on  the  engine  gear  of 
2000L' 
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.,  the  additional  friction  of  engine  gear  being 


one  eighth  that  of  train. 

To  obtain  the  practical  results  of  the  above 
equation  add  6  pounds  per  ton  weight  of  en- 
gine to  9  lljs.  per  ton  weight  of  both  en- 
gine and  tender :  or  172>3  lbs.  to  406  lbs.,  equal 
to  677)^  lbs.  This,  added  to  9  lbs.  per  ton  of 
load,  2,198  lbs.,  amounts  to  2,775>;^  lbs.  The 
whole  gravity  of  the  engine  and  train,  being  82  — 
6280ths  part  of  their  entire  weight,  is  found  to  be 
8,946  lbs.,  which  being  increased  one  eighth,  as 
the  extra  friction  of  engine  gear,  becomes  10,063 
lbs.  This  added  to  the  first  amount  of  2,776)^ 
lbs.  amounts  to  12,838j^  lbs.,  which,  at  least,  must 
have  been  the  total  resistance  of  the  engine  and 
train  on  the  82  feet  grade.  This  would  be  equal, 
with  au  engine  of  the  dimensions  of  the  No.  72, 
to  an  effective  pressure  of  62^  lbs.  per  square  inch 
of  the  pistons  :  (12,838>^  -^  20  X  20  X  22  -f-  43 
=  62^  nearly).  This  tractive  power  being  ex- 
erted, the  adhesion  of  the  chilled  tires  must  have 
been  in  equilibrium  with  it  to  render  it  available, 
whereby  the  adhesion  of  an  engine  of  67,400  lbs. 
weight  is  known  to  be  12,838)^  lbs.,  or  nearly  one 
fourth,  and  this,  too,  with  chilled  tires. 

Engine  No.  72  has  however  performed  a  greater 
feat  than  the  above,  that  of  taking  18  cars,  weigh- 
ing, with  fk«ight,  226  tons,  up  the  116  feet  grades 
west  of  Cumberland.  By  applying  the  foregoing 
equation  to  this  performance  we  find  the  resistance 
overcome  to  be  16,722  lbs.,  or  equal  to  an  effective 
pressure  of  very  nearly  77  lbs.  per  square  inch  on 
the  pistons,  and  as  this  load  could  cot  have  been 
moved  but  for  a  corresponding  traction  and  ad- 
hesion, we  must  admit  the  adhesion  of  the  chilled 
tires  in  this  case  to  have  been  16,722  -r-  67,400  = 
,  274,  or  nearly  ihree  tenths  of  tbe  pressure. 


The  resistances  of  trains  either  upon  levels  or 
inclines  are  capable  of  exact  estimation.  The  re- 
sistance of  gravity,  especially,  which  is  the  most 
important  one  on  a  grade  of  116  feet  per  mile,  is 
inevitably  the  same  fraction  of  the  load  as  is  the 
rise  of  the  length  of  grade.  The  resistance  of 
gravity  alone  of  the  above  load,  with  engine  and 
tender,  on  a  grade  of  116  feet  per  mile,  is  neces- 
sarily 11,696  lbs.,  which  of  itself,  without  any  al- 
lowance for  any  friction  of  the  train,  would  re- 
quire an  adhesion  to  overcome  it  of  more  than 
one-fifth  the  weight  of  the  engine. 

The  following  statement  exhibits  in  a  consecu- 
tive manner  the  data  and  results  of  this  trial.  It 
is  arranged  from  information  leceived  on  applica- 
tion to  Mr.  S.  J.  Hayes,  the  Master  of  Machinery 
of  the  Baltimore  and  Ohio  railroad. 

Number  of  Engine  on  company's  list. . .       72 

Weight  of  Engine  in  running  order 67,400 lbs 

Diameter  of  Cylinder 20  in. 

Length  of  stroke 22  " 

Diameter  of  Drivers 43  " 

All  the  weight  on  eight  coupled  drivers  having 
cast  iron  chilled  tires. 
Number  of  eight  wheel  cars  in  train —   18 

Weight  of  cars  and  load  thereon 226  tons. 

Length  of  grade    on    which    trial  was 

made 4  miles. 

Height  of  grade,  equal  to  116  feet  per 

mile 464  feet. 

Speed  of  train  on  grade  per  hour 7  miles. 

Pressure  of  steam,  (blowing  off  strong- 
ly,)    90  lbs. 

No  assistant  engine  was  used  in  any  part  of 
the  trial ;  the  engine  No.  72  being  stopped  and 
started,  with  its  train,  upon  the  grade,  by  its  own 
unaided  power.  The  drivers,  Mr.  Hayes  says,  did 
not  slip,  and  sand  was  used  in  two  or  three  instan- 
ces only  when  the  sun  did  not  shine. 

The  trsunJhauled  up  the  82  feet  grade  was  mov- 
ed at  the  rate  of  7  J  miles  per  hour,  the  press- 
ure of  steam  in  the  boiler  being  from  100  to  126 
pounds.  The  length  of  this  grade  is  2  J  miles.  At 
a  subsequent  trial  a  train  of  two  cars  less,  or  16 
cars,  and  weighing  21  3-100  less,  was  Uken  up  at 
a  speed  of  12i  miles  an  hour.  A  train  of  17  cars 
was  also  taken  up  at  10  miles  an  hour. 

To  any  one  conversant  with  the  operation  of 
the  locomotive,  it  will  be  plain  that,  with  the  data 
given,  the  power  exerted  must  have  been  at  least 
what  we  have  stated ;  and  the  fact  of  its  having 
been  made  wholly  available  through  the  sufficien- 
cy of  adhesion,  presents  us  with  an  enlarged  esti- 
mate of  the  latter  element  •f  power.  The  fact 
that  any  engine  with  the  extreme  capacity  of  cyl 
inders  and  smallest  diameter  of  wheels  ever  used 
for  locomotives ;  working  besides  at  the  high  effec- 
tive pressure  of  77  lbs.  per  square  inch  of  the  pis- 
ton, and  having  but  little  dead  weight,  being 
probably  lighter,  for  the  steam  power  exerted, 
than  any  other  engines  in  America, — all  before 
us  •  and  combined  with  evidence  of  the  fact  that 
the  adhesion  was  at  least  equal  to  this  entire  force, 
derived  from  the  steam  pressure,  affords  an  ex- 
tremely interesting  illustration  of  the  extent  and 
mutual  relation  of  the  elements  of  locom^otive 
power.  -ij, .  >:.  .^-j^'k  - «- 

The  fact  that  this  adhesion  was  derived  from 
the  chilled  cast  iron  surface  is  but  another  evidence 
of  the  entire  reliability  of  the  chilled  tire,  and  sets 
at  rest  all  doubts  of  its  capacity  in  the  respect  of 
its  adhesion. 

We  do  not  believe  that  the  trAosportation  upoa 


any  other  railroad,  of  any  gauge,  \n  this  country, 
shows  so  large  a  duty  done  by  the  rxpenditure  of 
a  given  power,  or  by  a  giv.'n  capa  i  y  of  locomo- 
tives, as  that  of  the  Baltimore  and  Ohio. 

ZCRAU    COLBl'RN. 


Buffalo  and  Plttstrarc  Railroad. 

We  le<-u-n  from  the  Buffalo  Commerctal  Advertiser 
that  Me^'srs,  Moore  &  Piersons,  the  contractors 
for  the  whole  line  of  the  Buffalo  and  Pittsbui^ 
railroad,  went  out  on  the  line  of  the  road  yesterday, 
with  a  strong  force  of  hands,  carts,  horses,  tools, 
&c.,  for  the  purpose  of  commencing  work  forth- 
with and  prosecuting  the  same  with  vigor.  They 
are  about  to  put  in  operation  steam  excavators  at 
two  points  on  the  road,  where  heavy  excavations 
have  to  be  made.  Messrs.  Moore  &  Piersons  have 
just  completed  their  large  contracts  on  the  Oreat 
Western  Railroad,  in  Canada,  and  the  energy  with 
which  they  prosecuted  that  work  gives  good  as- 
surance that  the  undertaking  upon  which  they 
have  now  entered  will  not  suffer  any  delay  under 
their  hands. 

This  road  is  looked  upon  by  the  citizens  of  Buf- 
falo, and  by  the  people  along  the  line  of  the  route, 
as  the  best  project  which  has  ever  been  placed 
before  that  community.  It  ia  the  key  by  which 
the  coal  and  iron  mines  of  Pennsylvania  are  to  be 
opened  to  Western  New  York ;  and  as  every  in- 
habitant of  the  surrounding  country  must  con- 
sume more  or  less  of  coal  and  the  manufactures  of 
iron,  it  becomes  evident  that,  an  indirect  support, 
'  at  least,  must  be  rendered  to  this  road,  from  the 
commencement  of  its  operations,  by  every  family 
in  that  section  of  country.  When  this  road  and 
the  Alleghany  Valley  railroad,  with  their  connec- 
tions, are  completed,  the  cars  can  run  directly 
from  the  mines  to  the  coal  yards  and  foundries 
along  the  route,  delivering  their  productions  at 
the  point  of  manufacture  and  consumption  with- 
out transhipment 

As  the  city  of  Bu9alo  u^  the  great  point  of  ship- 
ment and  debarkation  of  the  commerce  of  the 
Great  Lakes,  containing  at  present  66,000  inhabit- 
ants, with  a  probability  of  an  increase  to  100,000 
by  the  time  these  roads  are  completed,  it  will  be 
seen  that  this  route  7Hust  have  a  business,  from 
the  transportation  of  coal  and  iron  alone,  equal  to 
the  payment  of  a  handsome  dividend  on  its  entire 
cost.  But,  besides  this,  there  is  every  probabili- 
ty that  it  ?nll  be  called  upon  to  supply  the  south- 
ern peninsula  of  Canada  also  with  coal  through 
the  connection  which  it  will  form  with  the  BuflBalo, 
Brantford  and  Qoderich  and  Great  Western  roads. 

The  Sault  St.  Marie  Canal  will  be  completed 
about  the  same  time,  opening  the  iron  regions  of 
Lake  Superior  to  the  freedom  of  the  Uke  naviga- 
tion, by  which  the  iron  workers  of  Buffalo  will  b« 
in  receipt  of  the  rich  ores  of  that  section. 

These  latter  ores,  when  mixed  with  those  of 
Pennsylvania,  it  is  said,  make  the  most  service- 
able iron  which  has  ever  been  produced.  It  will 
be  seen  therefore  that  mth  these  facilities  BuflUo 
may  increase  her  manufactures  with  a  rapidity 
commensurate  with  her  magnificent  and  lucrative 
commerce ;  and  with  the  whole  Lake  country  of 
the  West  for  a  market  for  her  machinery,  and 
other  manufactures  of  iron,  it  is  impossible  to 
predict  the  extent  of  her  growth  and  importance ; 
but,  if  she  wLil  put  forth  the  efforts  necessary  to 
increase  her  manufactures  and  commerce  in  the 
same  ratio  with   the   increase   of  tho  wester 
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country  gttneraDy  and  the  coounercral  marts  of 
that  country  in  particular,  there  is  no  reason  why 
she  may  not  maintain  her  present  position  of  com- 
mercial metropblls  of  the  Lakes. 

In  view  of  these  facts  the  citizens  of  Buffalo 
should  yield  to  the  Buffalo  and  Pittsburg  Company 
a  hearty  and  unqualified  support  in  its  ttfforta  to 
push  forward  their  work  to  an  early  completion. 
As  an  investment  we  look  upon  it  as  one  of  the 
most  promising  roads  in  the  country,  and  to  none 
will  it  yield  so  large  a  dividend  as  those  interested 
in  the  advancement  of  Buflalo. 
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P.  J.  Tonrnadre, 

Obkef  Bqgincer  Tickiburg,  ShreT«port  and  TezM  R.R., 


To 


.*'/ -  V -J    FlMancas  of  Virginia. 

The  annual  report  of  the  Second  Auditor  of  th^ 
Board  of  Public  Works  of  Virginia,  for  the  fiscal 
year  ending  30th  of  September,  1853,  states  that 
the  receipts  of  the  Treasuiy,  on  account  of  the 
Internal  Improvement  Fund,  amounted  to  $5,087, 
428  27;  and,  with  the  balance  on  hand  at  the 
commencement  of  the  last  fiscal  year,  made  an 
aggregate  of  $5,102,478  23.  There  was  disbursed, 
during  the  same  period,  $5,010,632  59,  leaving  a 
balance  in  the  Treasury,  on  the  Ist  October,  1^3, 
of  $91,845  64. 

The  sum  of  $425,947  06  was  received  on  ac- 
count of  dividends,  bonus,  and  interest  on  the  pro- 
ductive investments  of  the  fund,  amd  premiums  on 
loans  obtained.  This  amount  i.^  $8,341  51  more 
than  was  received  from  the  same  sources  during 
the  year  ending  30th  September,  1852. 

There  was  received,  on  account  of  registered 
and  coupon  bonds,  the  sum  of  $4,050,486  87.  The 
increase  of  the  outstanding  public  debt  during  the 
fiscal  year  amounts  to  $4,026,786  87. 
h  The  aggregate  outstanding  public  debt  of  the 
Commonwealth  on  the  1st  October  last,  after  de- 
ducting the  amount  redeemed,  as  per  exhibit  of 
the  Sinking  Fund,  is  ascertained  to  be  $18,041,- 
776  60. 

It  is  deemed  proper  here  to  state  that  the 
equated  value  of  the  produtive  investments  held 
by  the  Internal  Improvement  Fund,  and  the  Com- 
monwealth proper,  to  obtain  which  the  debt  of  the 
Commonwealth  was  incurred,  is  estimated  at  $8,- 
121,600.  By  equated  value  is  meant  that  amount 
which,  at  6  per  cent.,  yields  the  revenue  of  these 
stocks.  Therefore,  the  outstanding  debt  of  Vir- 
ginia, on  the  1st  October,  1853,  less  the  above 
value  of  investments,  is  $9,920,276  60. 

The  disbursements  on  account  of  loans  to  inter- 
Dal  improvement  companies,  to  be  redeemed  in 
thirty-four  years,  amounted  to  $1,700,000.  The 
sum  of  $2,149,552  56  was  paid  on  account  of  sub- 
scriptions and  appropriations  for  purposes  of  inter- 
nal improvement. 

The  Internal  Improvement  Fund  possesses  pro- 
ductive investments  amounting  to  $5,686,226  80, 
which  is  an  increase  of  $1,993,212  66  over  the 
amount  held  at  the  end  of  the  fiscal  year  for  1852. 
In  arriving  at  this  result,  I  have  deducted  fVom 
the  amount  stated  in  the  report  of  that  year  the 
•um  of  $100,000  loaned  to  the  Rappahannock 
Company,  which,  though  secured  by  bond  and 
mortgage,  was  not  then,  nor  is  it  now,  productive. 

The  establishment  of  the  Sinking  Fund  should 
and  miut  necessarily  place  the  credit  of  the  Com- 
monwealth upon  the  highest  ground.  Of  the 
public  debt  existing  on  the  1st  day  of  January, 
1852,  there  was  authorized  to  be  redeemed  certain 
certificates  amounting  to  $127,900.  Of  this  a- 
moant  there  has  been  redeemed  $114,506  67,  and 
the  residue  the  holders  thereof  have  not  presented 
for  redemption.  The  interest  upon  the  amount 
thus  authorized  to  be  redeemed  stopped  ou  the  1st 
of  August  last-  the  time  advertised  far  its 
redemption. 

The  balance  in  the  treasury  to  the  credit  of  the 
Sinking  Fund  on  the  1st  day  of  October,  1868,  is 
$18,764  88. 


Maehinl8t8^  Tools. 

A  SUPERIOR  CLASS, 
TV^IftNKD  partienlmrly  tbr  RsUroAd  work.  itiaoulietiiMd 
UhTh.  %.  tiNft  *  00.,  Oat*  AjuBaica.  Tiao  4t  0» ,) 


lioeomotive  £ni^ine  Buil- 
ders and  Gng-lneers. 

THE  Proprietors  oflfer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slatfd  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufiicient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools.  Sec,  Ac.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  toj  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  In  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
Ihe  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  partie.s  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &,  Pope,  Pine  Street,  New 
York. 


Valuable  Works  on  Rail* 
roads.  Railway  EIngineer 
ing,  Steam  £ng^ines,  &c. 

LARDNER'S  RAILWAY  ECONOMY,  1  vol.$2 

THE  STEAM  ENGINE,  STEAM  NAVIGA- 
TION, ROADS  AND  RAILWAYS,  Ex- 
plained and  Illustrated  by  Dr.  LARDNER, 
8th  Edition,  revised  and  improved 2 

TREDQOLDON  THE  STEAM  ENGINE,  3 
vols.,  4  to.,  }4  calf 60 

TREDGOLD  S  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1 

PORTWINE   ON  THE   STEAM   ENGINE.. 

BURGOYNE'S  ART  OF  BLASTING  ROCKS, 
QUARRYING,  &C 

TREATISE  ON  TUBULAR  AND  GIRDER 
BRIDGES 

BAKER'S  LAND  AND  ENGINEERING 
SURVEYING 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 1 

PRIDEAUX  ON  ECONOMY  OF  FUEL.... 

SEWELL  ON  STEAM  AND  LOCOMOTION 
Vol.  1 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 

GARRS  RAILWAY  LOCOMOTION  AND 
STEAM  NAVIGATION 

TRAUTWINE   ON    EXCAVATIONS   AND 

EMBANKMENTS 

Imported  and  for  sale  by  JOHN  WILEY, 
167  Broadway,  New  York, 


00 


00 

00 
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N.  York  and  M.  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Commencing  Mondoj/,  May  9, 1853.      jG^^ 

TKAIHS  F»01l  NKW  TORK.  TRAINS   TO  H«W  TOKK. 

T  A.  M.— Accommcxlation  t<y5.30  A.M-— Special,  from  Port 

New  Havea  I  Chester. 

8  A.  M.— Express  for  Boston,  5.00  A.M.— Coininutatioo  Ihjtn 

New  Havea 
0.15  A.M. — Accommodatiou  ftn 

New  Havea 
8.15  A.lf.— AccommodatleD  ftn 

New  Havea 
9.86  A.M.— Eiprees  from  New 
Haveii,  Stoppiugat 


Htoppiiig  at  Stum- 

ford    and    Bridge- 
■    port 
9.10  A.M.— Special     for    Port 

Chester. 
11.80  A.M. — Accommodatjoa  for 

New  Haven. 
SW  P.M.— Express    for   Newi 

Haven,  stopping  at] 

Stamford,  Norwalk 

and  BridKoport 
4.00  P.Bl — Accommodation  for 

New  Havea 
6.00  P.U.— Express  for  Boston, 

stopping  at  N.  Ha- 

Tca 
6.86  P.H— Commut«tiODforN. 

Havea 
8.80  P.M.— Special     for    Portl 


Railroad  Iron  Via  Ctuebec. 

JOHN  ANDERSON  &  Co., 

COMMISSION    MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

PARTICULAR  attcnthxi  sfven  to  th«  Tranihlpment  of  Iron 
iu  Tranaitii  for  tb«  Westeni  Lak«  Porta,  liltawia*  to  the 
Shipment  of  Rails  in  Ore*.  Britaia 
i*ee.  Vtc.  2, 1863. 

Rjillroad  Iron. 

Two  THOUSAND  TONS  Iri«  Pattern,  68  lbs.  to  the  yard, 
already  shipped,  and  expected  here  soon— for  aale-by 
88 tf JOHN  a  HICKS,  90  Beaver  »t 


1  O  AA  Tons  Yorkshire  T  rail,  weighing  66 
JL  O  V/vy  lbs.  to  the  yard,  and  of  a  superior 
quality  daily  due  and  for  sale  by, 

NAYLOR  A  CO. 


J. 


Oxford  Fnmace,  N. 

ESTABLISHED  A.  D.  1743. 

THE  Sub«crib«r  manufactures  and  keeps  constant- 
ly  on  hand  for  sale,  every  Tariety  and  sizs  of  Rail- 
road Wheels  made  from  tht  celebrated  9iford  Iron. 
All  ordara  addreMed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  0.,  will  b«  att«nd«4  to  promptly. 

*!pt.  II,  vm.    ir  *    V 1 


-fecial 


Bridgeport,  Nor- 
wulk  and  Stamford. 

1-07  P.M.— Boston  Express, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 

4.00  P.M.— Special,  (hxn  Port 
Chester. 

4.00  P.M.— Accoromodatloa  te 
New  Haven. 

9.30  P.M.— Boston  Express, 
stopping  at  Bridg*- 
port,  Norwalk  vA 
Stamford. 


OEOROE  W. 
JVei«  Haven,  May,  1853. 


WHISTLER,  Jr.,  Bup>t. 


Stuart,  Serrell 

••    '  ='  CIVIL 


CaimLSS  B.  Stcart, 
Damiil  Mabsb, 


Co., 

ENGINEERS, 

Booms  22,  24,  26  A:  27, 

157  Broadway,  New  York, 
Edward  W.  Sebsill, 
Samubl  MoElsot. 


New  Works  on  Civil  Engineering. 

THE  Field  Practice  of  laying  oat  Circular  Curres  Ux  Rail- 
roads.- By  Job*  C.  TaAtraimta,  CirU  Snginaer— Znd  edi- 
tion in  poctot-book  (brm. 

A  new  and  rapid  method  of  Calcnlating  th«  Cubic  Contents  of 
BxeaTatkaM  and  Embankmeots,  by  the  aid  of  Dta^rsma- By 
Jotai  0.  Trautwine,  Civil  Engineer— with  10  Copper  Platei^ 

Price  On*  DoOar  each— postage  on  the  Currea  Three  C«ut»— 
and  on  tiia  Xzcavatiana  and  KRibaokmenta,  Six  Oenta 

VoTMlaby  WILLIAM  HAMILTOK, 

Hak  or  the  Vtaaldki  Inatttatsu 


ESTABLISHED    1796.,     . 
-AIcAlllster  &.  Brother,  " 

OPTICIANS  and  Dealers  in  Mathematical  Instrmnenti,  at 
the  old  MtabUsbed  rtand,  48  Chestnut  street,  PhiiadelpUa, 
Pa.  Mathematical  lostrumfnts  separate  and  in  cases,  Protrac- 
tors, Spacing  Diriders,  Drawing  Pens,  Ivory  Scales,  Tape  Mea- 
sures, Salometers,  Spy  Olaasea,  Microscopes,  Spectaclee,  Hy- 
drometers, Platina  Points,  Magic  Lanterns,  et«  ,  etc  ,  etc. 

Our  IRuatrmted  and  priced  Catalogue  li  Itarakbed  oii  appkca- 
tkn  and  acBt  by  ajail  f)tee  grek»i|«» 
^•l'' 4^  *••  ■■...., 


*1H^5^?«vW5,^T'^T'^>7?T-"^^f'?J'>«f?^ 


-  i  ■r.'^  -  -T. 


AMERICAN    RAII^ROAD    JOI7RNAJL. 


tii 


dl*  1     f\f\f\  AAALITTLEMIAMIRAIL- 
«P  1  jUUUjUUUeOAD  COMPANY  SIX 

PER  CENT.  FIRST  MORTGAGE  BONDS  FOE 
SALE. 

Office  of  Winslow,  Lanier  &  Co. 
No.  52  Wall-8t.,  Oct.  6,  1863. 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
offer  for  sale  one  million  of  their  SIX  PER 
CENT.  BONDS,  with  conpons.  Interest  and  prin- 
cipal payable  in  New  York,  the  former  half-yearly, 
l«t  of  November  and  1st  of  May.  They  are  in 
sums  of  SI, 000  each,  payable  the  1st  day  of  May, 
1868. 

These  Bonds  are  issued  under  the  express  au- 
thority of  the  Legislature  of  the  State  of  Ohio ; 
and  are  a  part  of  the  $1,500,000  Loan  authorized 
to  be  issued  by  a  vote  of  the  stockholders,  for  the 
purpose  of  raising  means  to  make  a  double  track ; 
the  greatly  increased  and  increasing  business  of 
the  road  makes  this  absolutely  necessary. 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Springfield;  is  now  in  complete 
running  order;  has  cost,  including  equipments, 
stations,  station-houses,  &c.,  up  to  this  date 
$2,708,109  19. 

This  Company  hold  stock  in  the  Columbus  and 
Xenia  Railroad  Company  to  the  amount  of  $386,- 
000,  which  now  commands  a  premium  of  20  per 
cent.    Also,  in  the  Hillsborough  Road  the  amount 
of  811,716. 

The  receipts  of  the  Road  have  been  as  follows : 

For  the  year  ending  Dec.  1,  1844 $18,623  86 

For  the  year  ending  Dec.  1,  1845 46,327  68 

For  the  year  ending  Dec.  1,  1846 116,062  02 

For  the  year  ending  Dec.  1,  1847 221,139  62 

For  the  year  ending  Dec.  1,  1848 280,086  78 

For  the  year  ending  Dec.  1,  1849 321,398  82 

For  the  year  ending  Dec.  1,  I860 405,697  24 

For  the  year  ending  Dec.  1,  1861 487;846  89 

For  the  year  ending  Dec.  1,  1862 626,746  36 

The  receipts  from  Dec.  1, 1862,  to  Sept. 

1,  1863, 10  months  were 644,626  59 

For  the  same  period  year  before 411,797  06 


Increase  in  10  months $132,823  63 

The  position  of  this  road,  being  the  natural, 
shortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  in  the 
country. 

An  inspection  of  a  map  will  show  its  connections 
to  be  many  and  important.  This  road  operates 
the  Columbus  and  Xenia  Road,  and  runs  in  con- 
nection with  the  Cleveland  and  Columbus  Road ; 
in  fact  they  are  now  run  as  one  line  greatly  to  the 
advantage  of  all. 

Regular  annual  10  per  cent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  di- 
vidend of  5  per  cent,  in  1852.  In  1862  two  cash 
dividends  of  6  per  cent,  were  made. 

The  present  surplus  and  reserve 
fund  amounts  to $98,646  10 

The  mortgage  covers  the  entire 
line  of  road,  costing  to  date.. .   2,708,108  19 

To  be  expended  on  double  track, 
to 1,600,000  00 


Value  of  security $4,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
one  of  the  most  ample  character,  being  a  first  and 
only  mortgage  or  deed  of  trust  (excepting  one  of 
$100,000  to  the  City  of  Cincinnati)  on  the  Com- 
pany's Road,  Stations,  Franchises,  net  income,  &c., 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  for 
the  bondhalders,  with  ample  power  to  take  posses- 
sion of  the  Road,  its  real  and  personal  estate,  fran- 
chises, &c.,  and  to  sell  the  same  to  the  high  at 
bidder  for  cash,  if  default  be  made  in  payment  of 
interest  or  principal.  The  mortgage  is  for  $1,- 
600,000,  and  cannot  be  increased. 

The  Stock  owned  by  the  Road  in  the  Columbus 
and  Xenia  and  Hillsborough  Railways  will  much 
1U9S9  tluui  pa^  off  tb«  9100,000  prior  U«a  W  tl)» 


City  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, excepting  this  loan  of  $1,500,000. 

These  Bonds  are  offered  at  private  sale  by  the 
undersigned,  Agents  of  the  Company. 

Printed  statements  of  the  affairs  of  the  Com- 
pany, and  any  turther  information  relative  to  the 
securities,  will  be  given  by 

>?   5  •  WINSLOW,  LANIER  &  CO., 

No.  62  Wall-st. 


Klmlra  Car  Manufaetory. 


rTTHB  Undersigned  Is  prepared  to  manufacture  for  Railroad 
X  Companies,  Passenger,  Baggage,  Cattle,  Freight,  Grav«l  and 
EUad  Car*,  also  Baggage  Barrows  and  Freight  Trucks. 

WM.  £.  SUTTSR. 
Ebnira,  if.  T.,  Junt  1, 1853. 


Tbe  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &.c. 

Having  ample  facilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  lo 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Rail  Road  Bridges,  &c.  made  to  order  at 
short  notice. 

Orders  Respectfully  Solicited. 
Address,  HENRY  SIZER,  Agent, 

Cincinnati  Ohio. 

Office  696  Fiah  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 


Railroad  Car  Works. 

THl  Underaigned  are  prepared  to  manufacture  tor  Railroad 
Companiee,  Passenger,  Baggage,  Cattle.  Freight,  OraTelaod 
Haad  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

F.  HUNGSKFORD  A.  CO. 
MtaynHU,  Ky.,  Sept.  »,  186X  


.>^:  Hufty's 

TtngHn—rUf  Ar«liltects  amd  Draftamen*a 

STATIONERY  EMPORIUM. 


WHATMAN'S  Turkey  Mill  Drawing  paper,  Trac- 
inf  paper,  Plan  aBU  Profile,  Protractmrs,  I>raw- 
mg  Pina,  Fabers,  Jackson's  and  •ther  makers'  Pen- 
cila ;  Field,  Leval,  tini  Memorandum  Books  of  vari- 
ous patterns;  Mathematicallnstrumenta,  Tape-lines, 
Mouth  Glue,  Cross  Section  paper,  Triansles,  Sabel 
Brushes,  Gu  n  Bands,  Maiden  Gum,  Red  Tape.  Ink, 
Inksunda  and  Sand,  Water  Colors,  Pallets,  Patent 
Binders  for  lettars.  Portfolios,  etc.,  toeether  with  a 
<meral  assortment  of  Stationsry  and  Blank  Books. 
Ill  goods  packed  with  care,  and  forwarded  to  any 
vrt  of  the  United  States. 

JOSEPH  HUFTY, 
Successor  to  H.  L.  Lipman, 
139  Chestnut  at.,  Philadelphia. 
May  15,  IWl.    '     ;  - -^  --^a;  .-^.  •-.    -      ■  ^  I 


<.^.  Bnflblo  Gar  WotkM. 

TOWNSUND  A  COIT,  Proprl«tor«. 

TTTX  are  now  erecting  an  eztensire  XctablWuiMnt  tK 
Vr    mannfacture  of  Railroad  Can,  which  wit  b«  teoU 
with  aH  tha  oonyeniences  known  to  the  liiiiiiuni  aad  rsa^ 
operatioa  by  th«  1st  day  of  June  next,  at  whia  tl^  w*  ' 
b«  ready  to  execate  ordera  for  Baggafe,  Box,  PlatftHV  i 
Cattle  Can,  of  the  most  a^roved  style  a»^  flaWL    Mi 
we  are  prepared  to  make  oontraets  fbr  work  to  be 
dnriv  the  ■ummer  and  ML 

TOWMSEKl  *  CKMI, 
yebniat7«,im. ^^ 

A.  N.  GRAY,  Cleveland,  O., 

RECEIVER  AND   FORWARDER  af  KaUroad 
Iron,  Chairs  and  Spikes 
Also,  Cars,  L(K:omotivea,  and  all  kinds  of  Machi* 
ner>-  for  Railroad  purposes. 
Office  next  door  to  the  Custom  Houae,  Main  M. 
Januarir  12,  1853. 

SIXTY  MILES  DISTANCE  SAVED!— 0>'LV  THIBTTSIX 
AND  A  HALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  tha 
Great  Western  U.  S  Through  Mail— FOR  CHICAGO  AKD 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  and  aB 
Ports  oo  Lalie  Michit-aii.- Throu^fh  ft-om  Bufialo  lo  Mucroa  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  following  magiiiAceut  and  unequalled  steamers  from  the 
line  between  Buf^lo  and  Monroe  : 

EMPIRE  STATE.  J.  WiLaox,  Cocnmaiider,  leevea  Buflhlo 
Mondays  and  Thursday*:. 

SOUTHERN  MICHIGAN,  A.  D.  Pikkihi,  CaatinaiMler, 
leaves  Buffiiio  Tuesdays  and  Fridays 

NORTHERN  INDIANA,  L  T.  Pmbatt,  Cotnmander,  leavea 
Buflalo  Wednesdays  and  Saturdays. 

One  of  the  above  splendid  steamers  will  leave  the  Michigan 
Southern  Raih-oad  Line  Dock,  at  9  o'clock,  P.  M.  every  day, 
(except  Sundays)  aiul  run  direct  tlirougb  to  Mooroe  without 
landing,  in  14  hours,  where  the  Lightning  Bxpreas  Train  wUl  be 
in  waiting  to  take  pui<setigers  direct  to  Chicago  io  6  houra :  ar- 
riving  next  evening  after  ieaving  BuflUo. 

THE  LAKE  SHORE  RAILROAD. 

runs  in  connection  with  this  line,  forming  the  only  continuous  One 
of  Railroad  to  Chicago  and  the  Illinois  River. 

For  Through  Tickets,  by  New-York  and  Erie  and  Buftelo  aad 
New- York  City  Railroad  via  Buflalo,  or  by  the  Pepple's  Line  o* 
Steamboats,  Hudson  River  Railroad  via  Albai^  aod  Bid&Uo,  •» 
ply  to 

JOHN  F.  PORTER,Ar«t, 
No.  188  Broadway,  cmner  X>ey-«t,  N.  T. 

JIIONTREAL  Sl  NEW  YoRK 

AND 

Plattsburgrh  and  Montreal 

RAILROADS. 

t^Open  through  from  PltMahurgh  to  MontreaL^i 

Passeoger  Trains  leave  Montreal  for  Plattabtng  at  6  SO  a.m 
and  5  p.m.,  arrive  at  8  a.m,  and  7.30  p.xa. 

Leave  Plactiiburg  for  Montreal  7.30  a.m.  and  4  p.m.,  arrive  a 
10  a.m.  and  6.50  p.m. 

Trains  connet  at  Montreal  with  Steamert  for  Quebec,  and  the 
St  Lawrence  and  Atlantic  Bailroad  for  Sberbroofce  and  later 
mediate  etatioD. 

Trains  connect  at  Mooers  Junction  with  Northern  (Ogdene- 
burgfa)  Railroad  for  Ogdensburgh  aod  Lake  Ontario  Steamen  tat 
Lewistou  Niagara  Falls  and  Upper  Caaadia,  and  all  ports  on  (ha 
Western  Lake6. 

Trains  connect  at  Plattsburgh  by  Steamer  to  BurUngtoo  wttk 
Rutland  and  Rurlingtoa  Railroad  and  connecting  lines  for  Twf, 
Albany,  New  York  and  Boston,  and  all  iuteniiediaU  ktatioaik 
Also  with  steamers  for  Whitehall  to  the  Saratoga  and  Waahag- 
too  Railroad,  and  coooacting  lines  of  road  to  Troy,  Albany  end 
New  Yoik, 

Paaseogers  will  find  this  route  ODeaqueOed  for  comfor  and 
dispatch,  and  attended  with  leaaf  atig\je  and  dely  than  any  etbai. 
It  poHseeses  moreover  the  advantage  of  a  short  Ferriage  of  only 
fifteen  minute*  acrot>s  the  River  St  Lawrence  at  Cau|nnawagi^ 
which  has  never  been  known  to  fVeeze,  and  can  be  confldearty 
relied  upon  at  all  seasooa  of  the  year. 

■9'i'rieght  Tarins  run  daily  each  way.  «  -    ■ 

For  particulars  see  Friegbt  and  Paaeenger  TaiiS     -  ^7 ' :  ^ 

B.tocAOB  checked  thrvugk. 

H.  W.  NELSON,  SupetintMideot. 


Mew  York  and  £rie  R.  R.    ' 


A 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  foUowa,  viz : — 


Dat  Bxpaass,  at  6  a.  m.  for  Dunkirk  an<I  But&lo. 

MiLiL,  at  8  Ji  a.m.  for  Dunkirk  aod  Bu&k),  and  aUintennediate 
stations.  Passengers  by  this  train  will  remain  over  night  at  any 
station  between  Binghamten  an<i  Coming,  and  proceed  the  otmo. 
morning. 

AccoKMODATio,  at  12>^  p.m.  for  Delaware  and  all  lotenB*- 
diate  atatieos. 

Wat,  at 8X  pm.  for  Delaware  and  all  intemiediata atatiaaa. 

Miear  Expbbss,  at  6  p.  m.  for  Dunkirk  and  Bullkla 

BmeaAVT,  at  6  p.m.  for  Dunkirk  and  all  intermediate  atatSona. 

On  SoDdays  only  one  Kxprees  Train — at  6  p.m. 

The  Bxpreas  Train*  coooect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland.  Cincinnati,  Chicago,  etc,  end  at  BoWa 
with  flrst  elaas  splendid  steaoaere  for  Cleveland,  Banduaky,  T«l» 
4CL  Detroit  aad  OhioMo.  '? 


i;  .:^ :  *«  ^#ik.  Liik. 
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Notice  to  Contractors. 


WARSAW  &,  ROCKFORD  RAILROAD. 

THE  preliminary  Surreys  are  now  complete  for 
the  First  Division,    (about   120  miles)   from 
Warsaw,  through  Nauvoo,  Oquawka,  Keithsburgh, 
Bock  Island  and  to  Port  Byron,  including  both 
Rapids  of  the  Mississippi,  and  the  location  pro- 
gressing.    The  character  of  the  country  is  such, 
and  the  surveys  so  near  to  any  location  that  will 
be  made,  that  Contractors  can  satisfy  themselves 
of  the  value  of  the  work  as  well  now  as  hereafter. 
Proposals  are  asked  at  the  Office  of  the  Company 
■    in  Warsaw,  Hancock  County,  Illinois,  for  the  con- 
struction of  the  whole  or  part  of  the  road,  either 
{    by  quantities  or  by  the  mile.  Contract  will  not  be 
,    made  before  the  Ist  of  January,  1854,  and  only  so 
soon  thereafter  as  advantageous  offers   cao  be 
made.       The    Company    are     willing    to    make 
'  general  contract,  for  cash  or  for  cash  and  securi- 
ties. 

The  route  of  the  road  is  generally  in  the  valley 
and  second  bottoms  of  the  Mississippi,  and  the 
work  can  be  completed  very  rapidly.  The  road 
is  important  as  one  of  the  improvements  of  the 
navigation  of  the  Rapids,  and  also  from  its  several 
(two  at  least)  connections  with  other  railroads. 
WM.  H.  ROOSEVELT, 

President. 
•  W.  R.  KINGSLEY, 

T.  S.  O'SuLLiVAN,  Engineer. 

Consulting  Engineer. 
Warsaw,  Not.  17,1863.      ,;   ,..: 


CORROSIVE  SUBLIMATE. 

THIS  article  now  extensively  used  forth*  preeerva- 
tion  of  timber,  is  manufoctured  and  for  sale  by 
POWBR8  A  WElOHTM AN,  manufacturing  Chem- 
lau,  Philadelphia. 
Jam.  aO.  1849. ^^ 

"^  Railroad  Iron. 

2^rkf\  TONS  FIRST  CLASS  WBL8H  RAILWAY 
•  tjUtJ  IRON,  to  b«  ni»de  to  any  ordinary  T  pattern 
rauuirad  by  tlie  buyers,  and  fur  shipment  ttom  Newport,  Wales, 
iDl>ec«aib«r,  January,  and  March  next,  apply  to  the  under- 
•icned.  Ibf  many  yoais  connected  with  tlie  largast  hous«  in  the 
uSr  JOHN  H.  AUSTIN  &  CC  , 

Utt  2  Ingrain  Court,  f  enchurcb  street  Loodon. 

A  Valuable  Farm  in  Illinois 
for  Sale. 

SITUATED  in  the  Village  of  Seward's  Paint  in 
Monte<mery  County  74  miles  North  of  Hitis- 
bonmgh,  about  36  South  of  Syringjield  the  Capital 
of  the  Bute,  about  18  West  of  the  Illinois  Great 
Central  Railroad,  about  4  or  5  North  of  the  Alton 
&  Terre  Haute  Railroad  and  about  18  miles  West 
of  the  intersection  of  the  two,  containing  80  acres 
of  rich  prairie  land. 
Apply  by  letter  or  in  person  to 
^^  S.S.ROCKWELL, 

No.  16  South  Second  str.  Williamsburgh. 


To  Railroad  Companies, 
r      Macliinists,  Car  31  an- 
nfaetorers,  etc.,  etc. 
CHARLES  T.  GILBERT, 

NO.  80  BROAD  ST.,  NEW  YORK, 

IS  prepared  to  contract  for  furnishing  at  manufac 
turer^s  prices — 
Railroad  iron, 

Locomotive  Engines,  ' 

Paaaenger  and  Freight  Cars, 
Car  Wheels  and  Axles, 
Chairs  aad  Spikes. 
Orders  are  invited ;  and  all  inquiries  in  relation  to 
amy  of  the  above  articles  will  receive  immediate  attun- 
iop 


Notice  to  Contractors. 


COVINGTON  dt  OHIO  RAILROAD. 

PROPOSALS  will  be  received,  at  the  Office  of 
the  Covington  and  Ohio  Railroad,  in  Coving- 
ton, until  the  16th  of  December  next,  for  the 
graduation  and  masonry  of  about  seventy-five 
miles  of  the  above  road  ;  of  which,  the  eastern 
portion,  comprising  fifty  miles,  lies  next  west  of 
Covington ,  and  the  western  portion,  consisting  of 
about  twenty-five  miles,  lies  between  the  Ka- 
nawha River  and  the  mouth  of  Big  Sandy.  A 
large  share  of  the  work  to  be  let — including 
bridging  and  tunnelling — is  heavy  and  desirable, 
and  is  well  worthy  the  attention  of  responsible 
contractors.  The  western  sections  of  the  above 
work  are  now  ready  for  examination,  and  the 
eastern  portion  will  be  prepared  for  inspection  by 
the  8th  of  December. 

Further  information  may  be  obtained  on  appli- 
cation at  the  company's  offices  at  Covington  and 
Quyandotte 

By  order  of  the  Board, 

CHARLES  B.  FISK, 
Chief  Engineer. 

N.  B.— The  Board  of  Public  Works,  of  Virginia, 
under  whose  direction  the  Covington  and  Ohio 
Railroad  is  to  be  constructed,  on  State  account, 
will  meet,  at  Covington,  on  the  16th  of  December, 
above  named,  for  the  purpose  of  receiving  and 
acting  on  the  proposals  that  may  then  be  ofiered. 

Nov.  10th,  1863. 


India-Rubber  Railroad  Car 
Springes*  etc.         I 

THE  UNITED  STATES  CAR  SPRING  COMPAjrT,  hav- 
ing  completed  their  new  Factory,  are  roaniifhcturmcaDdfUr- 
ni»t>ing  to  Railroad  Compantet,  and  Car  BuUdtri,  RUBBER 
SPRlNQS  of  the  best  quality,  on  the  most  fttvorable  terms. 

Atoo,  McMuUen'a  supenor  WHITE  HOSE,  not  only  for 
Bailroada,  but  all  otber  purpoaca,  and  of  any  size  or  thiclraMH 
nquirad.  Oflc*  So,  'itt  Cliff  street, 

AMf.  !«,  18M.       to  Mew  York. 


To  Railroad  Companies. 

COLLINS'  PATENT 

VENTILATORS, 

FOR 

Ventilating  all  kinds  of 

Public  and  Private  Buildings 

Railroad  Cars,  Depots,  etc. 

THE  Subscribers  would  invite  the  at- 
tention of  the  public  to  the  above 
celebrated  Patent  Ventilator.  This  Ven- 
tilator is  the  best  one  now  known  of;  tor 
giving}*  pure  air  In  roomH,  and  Meeting  all  foul  air.  It  has  been 
adopted  by  all  the  principal  Railroad  Companies  and  Car  Fac- 
tories, and  is  extensively  lued  for  private  dwellings,  and  for  the 
cure  ofiiDoky  Ohimneys  cannot  be  excelled.  Manu&ctured  and 
for  sale  by 

BAKER  &  WILLIAMS, 
No.  406  Market  st.,  Girard  Row, 
.  ,.,  •  Sole  Agents  for  Pennsylwnia. 

CERTIFICATES. 
Engineer  Department  P.R.R.,  AUootua^  Feb.  8, 1853. 
This  is  to  certify  that  Messrs.  Bakbk  dc  Williams,  of  400 
Market  st,  Philadelphia,  have  fUmished  a  large  number  of  Col- 
lins' Patent  Oalvanized  Iron  Ventilators  for  the  P.  R.R.  Co.,  and 
that  tbey  have  given  every  satisfaction,  acting  fUlly  as  represent- 
ed.   I  consider  them  as  a  necessary  appendage  to  an  Engine 
House.    We  have  them  in  use  thirteen  incites,  and  two  feet  diam- 
Her,  acting  equally  well     So  well  satisfied  am  I  of  their  usefUl- 
ess,  that  the  Engine  Houses  we  are  about  building  will  be  sup- 
led  with  them  at  every  point  where  a  draft  is  necessary  to  free 
building  of  SDioke.  STRICKLAND  KNEASS 

Principal  Ateietant  Engineer  P.R.R.  Co. 

Engineer  Depart.  P.  R.R.  Co.,  Pittsburgh,  May  12, 1853. 
Messrs.  Bakbb  Jc  Williams, 

Dear  Sirs— The  23  Collin*'  Patent  Ventilators  fVimished  by  you 
for  the  Engine  House  at  this  place,  have  been  in  use  several 
months  and  their  merits  have  been  flilly  tested  and  have  given 
most  perfect  satisikcUoQ ;  being  constructed  on  true  principles 
of  Ventilation,  and  the  workmanship  is  of  a  substantial  and  supe- 
rior character.  Yours  truly,  OLIVER  W.  BARNES, 
3ua40             Principal  Ateietant  Engineer  P.  Jt.R.  Co. 


To  contractors. 

Chief  Engineer's  OrricE,    N.  &  P.    R.  R.  Co.,  i 
Norfolk,  Oct.,  13,  1863.         J 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  oflace  from  the  8d,  until  the 
16th  day  of  December  next,  at  noon,  for  the  gra- 
duation and  masonry  of  62  miles  of  the  Norfolk  dc 
Petersburg  railroad  between  the  city  of  Norfolk 
and  Warwick  Stcamp  in  tke  county  of  Sussex. 

The  line  will  be  divided  into  sections  of  about  4 
miles,  and  bids  will  be  received  for  one  or  more  of 
said  sections. 

Maps  and  profiles  of  the  line  will  be  ready  for 
inspection  and  specifications  with  forms  of  propo- 
sals may  be  had  of  the  undersigned  on  and  after 
the  first  day  of  December. 

Payments  will  be  made  in  current  money  during 
the  pr  ogress  of  the  work  in  proportion  of  four- 
fifths  of  the  amount  due. 

As  soon  as  practicable  aAer  the  examination  of 
the  proposals,  those  to  whom  the  work  will  be  al- 
lotted will  ba  duly  notified,  and  if  deemed  necess- 
ary required  to  give  bond  with  satisfactory  secu- 
rity for  an  amount  not  exceeding  one-tenth  of  the 
amount  of  work  to  be  done. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  reject  all,  if  none  are  s;itisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  passes  is  of  mild  climate  and  abundant  in 
supplies.  Postage  on  all  communications  must  ^ 
prepaid. 

W.  MAHONE, 

Chief  Engineer. 


Small  Rails. 

THE  SUBSCRIBERS  manufacture  and  keepconatantly  for 
■ale.  Light  Raila  of  tl>e  mo<it  approved  patterns,  weighing 
2*2,  25,  28,  40  an<l  50  lbs  per  yard,  suitable  for  Colliers,  Miners, 
Quarrymenaud  Contractors,  or  fur  turn  outs,  depot  and  branch 
tracks.  CHARLES  £.  SMITH  &  Co 

1744  Fainnouot  Iron  Workx  Philadelphia. 

CHAS.  E.  SMITH,  .     HENRY  MORRIS, 

THOS.  T.  TASKER,      '    •  '         WISTAR  MOiUilS. 


Drawing:. 

BBLANDOWSKI,  Topographical  and  Oma- 
•  mental  Draughtsman  and  Designer.  Maps 
accurately  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations.fur- 
niture,  ibnces  and  ornamental  foundry  work.  Ar- 
chitectural designs.  Drawings  from  nature  care- 
ftilly  prepared. 

References.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  corner  of  Franklin  and 
Center  streets.  New  York.  Also  H.  V.  Poor,  Esq., 
Editor  Railroad  Journal,  and  Zerah  Colbum,  As- 
sistant do. 

Address,  care  of  Railroad  Journal,  9  Spruee 
street  New  Yort. 


Kmpp's 

CELEBRATED  CAST  STEEL, 

Which  obtained  the  Council  Medal  at  the  Loodoo  Exhibition  hi 

IBfiL 

Warranted  unapproaehablt  ae  to  Quality  and  Siae. 

PLATERS  and  other  CaatrSteel  RoUem,  of  any  dimeMkMM 
not  exceeding  six  feet  kng  by  eigliteeii  inches  diameter. 
Piston  Rods  and  Shafts  for  Steam  Engines,  not  exceeding  3000 
Km.  id  waigfaL 
Railway  and  other  Axlea,  Oraoka,  Spnoga  and  TyrMi 
Cannon,  Rifle  and  Qua  Barrala 
Mint  and  other  Rolling  Mills 

Order*  received  by 

THOMAS  PR08SER  A  MOm, 

»  Pktt  atreet,  N«w  Tork. 
Sole  A««au  for  tb*  Uuited  Stotas. 
Ar*.  19, 1861^ 


./  Henry  I.  Ibbotson, 

manufacturer  op 

FILES  AND  SAWS, 

Warranted  of  superior  quality. 
Office  and  Warehouse,  218  Pearl  at.,  New  York. 


Book  and  Job  Printing. 

The  undersigned  hare  added  to  the  PRINTINO 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL," 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  reapectfhlly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  pRiNTma  of  Exhibits 
Tinu-tabUs,  Circulars,  Tickets,  (f-c,  (f-c. 

J.  H.  SCHULTZ  Sl  CO. 

Ntw  York  AprU  9,  1868. 
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AMERICM  KAILROAD  JOIRNAL. 

STEAM  NAVIGATION,  COMMERCE,  MININQ,  MANUFACTURES. 

I       HENRY  V.  POOR,  Editor.  - 
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'  The  Mechanical  EngiTieering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerah 

COLBCRN. 


PUINCIPAIj   contknts. 

Pacific  Railroad 816 

Indianapolis  and  Cincinnati  Railroad 820 

Motive  power  on  the  New  York  and  New  Haven 

Railroad 821 

Reports  of  the  Departments ' 822 

Buffalo  and  Brantford  Railroad 824 

Stock  and  Money  Market 825 

Erie  Railroad 826 

Way  and  through  Earnings  compared 827 

Rival  Railroads 828 

Journal  of  Railroad  Law 829 

Amerleaii   Railroad  Journal. 

Pdbluhxo  by  J.  H.  SCHULTZ  &.  CO.,  No.  9  Spbuoi  st. 

Satwday,  December  94«  1853. 

IHTBKBD  according  to  Act  of  Congress,  in  the  year  1863,  by 
EDWI2I  F.  JoBSSOS,  ill  the  Clerk'a  Office  of  UieDlstrrct  Court 
of  Connecticut. 

Railroad   to  tike   Paelflc-- Northern   Route. 

Ics  Oeneral  Character,  Relative  Merits,  etc. 
Bt  Edwin  F.  Johnson,  C.  E. 

,    ,■  ...-     (Continued  from  Page  805.) 

GENERAL    REMARKS. 

In  consequence  of  the  imperfection  of  the  data 
from  which  the  elevations  of  all  that  portion  of 
the  proposed  Northern  route  lying  between  the 
Hauteurs  des  t4rres  of  the  Mississippi  and  the  Col- 
umbia were  obtained,  it  would  be  singular  if  they 
should  not  be  found  somewhat  at  variance  with 
the  results  which  will  ere  long  be  furnished  by 
the  surveys  now  in  progress. 

By  far  the  greater  part  of  the  portion  of  the 
route  which  is  thus  uncertain,  is  situated  in  the 
immediate  vicinity 'of  the  Upper  Missouri  and 
Clark  rivers.  Any  error  which  may  be  found  in 
the  estimated  elevations  of  this  portion,  cannot, 
it  is  conceived,  be  so  great  as  to  afifect  apprecia- 
bly the  general  character  of  the  route. 

In  forming  an  opinion  of  the  ascent  of  the  Mis- 
Boari  valley  from  Fort  Pierre,  and  of  the  elevation 
of  the  main  summit,  reliance  is  necessarily  placed 
mainly  upon  information  derived  from  the  journal 
of  Lewis  and  Clark.  This  journal  was  not  pub- 
Ufhed  until  afWr  the  death  of  the  former;  and  did 


not  receive  from  him  the  corrections  and  amend- 
ments which  would  probably  have  been  made  on 
a  final  revision  for  the  press.  It  is,  nevertheless, 
written  with  a  great  degree  of  particularity,  as 
will  be  evi<lent  from  tbf  extracts  made,  and 
carries  with  it  internal  evidence  of  truthfulness 
rarely  met  with  in  productions  of  a  like  charac- 
ter. 

Tlie  Journal  was  published  with  an  introduc- 
tion from  the  pen  of  President  Jefferson,  whose 
private  secretary  Capt.  Lewis  had  been.  He  s.iys 
of  Capt.  Lewis,  tha*  he  was  a  man  "habituated  to 
exact  observation,  honest,  disinterested,  liberal,  of 
sound  understanding,  and  a  fidelity  to  truth  so 
scrupulous  that  whatever  he  should  report  would 
be  as  certain  as  if  seen  by  ourselves." 

The  justice  of  this  flattering  testimonial  is  con- 
firmed by  M.  Nicolet,  who  alludes  to  the  "  truth, 
accuracy,  and  coincisenoss"  of  the  descriptions 
contained  in  the  Journal ;  descriptions  which  in 
his  "judgment  and  experience  will  serve  for  com- 
parisons useful  to  geography.  They  will  even 
come,  hereafter,  to  be  useful  for  the  phy.sioal  his- 
tory of  the  mighty  Missouri,  the  effects  of  which 
in  the  valley  it  passes  through,  serve  iis  a  stand- 
ard in  investigating  the  regime  of  larger  rivers  and 
in  perfecting  the  hydrographic  theory  of  their 
flow. 

The  correctness  of  the  elevation  of  the  Missouri 
river  at  the  head  of  the  Falls,  where  it  approach- 
es near  to  the  main  summit,  depends  very  materi- 
ally upon  the  accuracy  of  the  barometrical  meas- 
urement of  M.  Nicolet  at  Fort  Pierre.  Such 
measurements,  when  made  with  suitable  instru- 
ments by  competent  observers,  can  usually  be  re- 
lied u[>on  as  near  approximations  to  the  truth. 
The  very  high  reputation  of  M.  Nicolet  is  a  guar- 
antee of  the  greatest  value  in  respect  to  the  cor- 
rectness of  the  measurement  in  question. 

From  Medicine  river  to  Clarks  river,  including 
the  passage  of  the  main  suiumit  of  the  Rocky 
Mountains,  the  assumed  elevations  are  not  as  re- 
liable as  on  other  parts  of  the  route,  particularly 
in  respect  to  the  elevation  of  the  main  summit, 
which  is  estimated  to  be  5000  feet  above  the  level 
of  the  sea.*  The  evidence  upon  which  ihis  opinion  is 

*A  communication  from  Gov.  Stevens,  received 
since  the  publication  of  the  number  containing  the 
above  estimate,  dated  Fort  Benton,  Sept.  17, 18&3, 


based,  will  permit  of  a  lower  estimate  even  than 
that,  while  the  actual  elevation  may  be  greater, 
but  it  is  believed  that  it  cannot  be  so  much  great- 
er as  to  impair  materially  the  correctness  of  the 
conclusions  arrived  at,  in  regard  to  the  general 
character  of  the  Northern  route  as  compared  with 
others. 

The  actual  elevation  of  this  summit,  whether  it 
be  a  thousand  feet  more  or  less  in  height,  is  not  of 
«o  much  importance  in  the  comparison  as  its  fea.si- 
bility  at  all  seasons,  particularly  for  the  purpose 
of  a  railroad :  a  fact  which  must  be  considered  as 
fully  demonstrated,  and  which  the  explorations 
now  being  made  will  undonnbtedly  fullv  con- 
firm. 

The  estimated  elevation  of  this  main  summit  is 
more  than  3000  feet  less  than  that  of  the  highest 
or  Bear  Mountain  summit  on  the  emigrant  route 
to  Oregon  by  the  South  Pass,  as  measured  by  Col. 
Fremont ;  and  is  2500  feet  less  than  that  of  the 
South  Pass,  or  of  any  other  practicable  summit 
probably  north  of  the  latitude  of  the  Gila.  Thia 
very  moderate  elevation  of  the  main  Rocky  Moun- 
tain range  at  the  sources  of  the  Missouri  is  cer- 
tainly remarkable,  and  would  not  Ix?  believed  if 
the  evidence  in  its  favor  was  not  very  strong  and 
^conclusive. 

j  In  respect  to  the  estimate  of  distances  upon  tb« 
several  routes,  the  object  has  been  to  exhibit 
.their  relative,  rather  than  their  absolute  lengths. 

The  mode  adopted  for  doing  this  by  ascertain- 
ing the  direct  distance  upon  each,  and  adding 
thereto  such  a  percentage  as  seemed  proper  in 
I  each   case,  is   believed  to   be  the  best  that  could 


land  published  in  the  Washington  Union  of  Nov. 
23,  has  the  following  in  relation  to  this  summit : 
I  '•  Lieut.  Saxton  reporU  Badots  Pass  to  be  some 
1 2600  feet  lower  than  the  South  Pass.'  The  latter, 
by  Col.  Fremonts  second  measurement,  which  be 
deemed  the  most  accurate,  is  7490  feet  above  the 
level  of  the  sea,  making  Badots,  (Lewis  Pass?) 
4900  feet  above  the  same  level,  differing  very  little 
indeed  f  om  the  estimate  as  previously  made  from 
such  data  as  could  be  obtained  prior  to  the  execu- 
tion of  the  surveys. 

It  may  be  well  to  state  here  that  the  two  com- 
munications received  from  Gov.  Stevens  from 
Fort  Union  and  Fort  Benton,  fully  confirm  tha 
statements  made  in  previous  numbers  as  to  the 
favorable  character  of  the  coiintr>-  and  the  facili- 
ties it  offers  for  the  construction  of  the  proposed 
railroad.  ^^ 


■J.*-'. 
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liare  been  pursued.  The  Atnuuut  of  that  percent- 
age fur  the  Northern  routo  was  intended  to  be 
more  liberal  than  upon  the  others,  considering  its 
character.  It  is  probably  too  small  upon  all  of 
the  routes,  but  ah  the  results  are  greater  upon  the 
more  smitherly  rout'JS  than  has  usaallj  bean  given 
by  their  advocates,  and  as  the  main  object  is  to 
know  Dcaily  thiir  relative  lengths,  wbetbcr  the 
percentage  is  tu)  little  or  too  great  is  not  <tf  so 
much  consequence. 

The  distances  obtained  by  the  jurvcys  now  in 
progress,  will  exceed,  i-robably,  tho  actual  dis 
tances  when  the  latter  eomo  to  be  knowaj  Thib 
follows  from  the  mode  of  nj;i!;i!ig  tho  measurt- 
ments  with  the  odometer,  and  also  from  the  ind:» 
rcctuess  of  the  lines  niejifcurcd.  The  same  plan, 
however,  being  jmrsucd  upon  all  of  the  routes, 
their  relative  lengtlis  will  doubtless  be  obtained 
with  a  sufBcient  di-gree  of  accuracy. 

The  point  which  will  be  the  luost  ditlicult  of  at 
tainmeut,  is  au  estimate  which  shall  be  satisfacto- 
ry of  the  cost  of  constructing  and  operating  the 
roads  upon  the  several  routes.  Upon  tha  North- 
em  route,  aa  already  explained,  the  data  for  such 
an  estimate  are  much  mor«  certain  and  reliable 
than  upon  either  of  the  other  routes. 

Those  who  are  at  all  conversant  with  such  sub- 
jects will  not  consider  the  estimate  S  100,000,000 
for  that  route,  including  the  branch  to  Lake  Supe- 
rior, as  too  high.  The  cost  upon  the  other  routes 
must  greatly  exceed  this,  and  so  much  exceed  it, 
if  the  estimates  are  juitly  and  properly  made,  that 
when  their  inferiority  in  other  respects  is  consid- 
ered, although  undertaken  for  that  object, 
the  most  of  them  will  be  abandoned  as  through 
routes  to  the  Pacific,  until  such  time  as  the  inter- 
ests or  necessities  of  the  country  shall  Justify  the 
putting  so  large  an  amount  of  the  capital  of  the 
country  into  more  than  one  routo. 

In  the  practical  execution  of  a  work  of  so  great 
magnitude  there  will  necessarily  be  obstacles  and 
difficulties  of  a  serious  nature  to  be  overcome, 
•yen  upon  the  route  which  is  the  most  faTorable. 
Upon  the  Northern  route  these  will  be  much  less 
formidable  than  upon  either  of  the  others,  and  if 
the  spare  capital  of  the  country  can  be  concentra- 
ted upon  it,  may  be  accomplished  in  a  short 
time  without  injuriously  affecting  its  financial  con- 
dition. 

It  will  be  well  if  but  one  rOnte  is  attempted  at 
first,  and  that  the  best  on©  ;  the  others  to  be  ac- 
complished hereafter  as  occasion  shall  arise  for 
their  use.  The  country  has  no  capital  to  wasto 
upon  unproductive  schemes  and  none  to  b«stow 
upon  those  which  do  not  promise  the  most  benefi- 
cial results.  A  project  which  requires  so  great  an 
•mount  of  human  labor  for  i^  execution,  and 
which  must  involv*  the  fortunes  of  so  many,  should 
not  be  entered  upon  without  »  most  thorough  and 
careful  investigation  into  its  meriU. 

T.ie  Northern  route  can,  with  such  aid  as  may 
with  propriety  be  granted  by  the  general  govern- 
ment, besides  coating  less,  be  built  in  less  time 
than  any  other  route,  owing  to  the  superior  facili- 
ties it  possesses  for  the  purpose. 

From  the  west  line  of  Wisconsin  to  the  Pacific 
the  distance  as  estimated  is  1600  milee.  This  Is 
not  •  greater  number  of  miles  of  raihroad  than  has 
been  in  progress  in  the  single  State  of  Illinois 
within  the  last  three  years.  There  li  nothing 
therefore  ia  the  oia^tude  of  the  nndertakiof 


which   should   be  urged  aa  a  iea.>ua  for  not  at- 
tempting it  at  the  present  time. 

Owing  to  the  unsettled  condition  of<imo8t  of  the 
country  through  which  it  will  pass,  and  the  diffi- 
culty of  access^  the  progress  of  the  work  will  nec- 
v'ssarily  bu  slow,  and  if  commenced  at  once  can- 
not be  completed  before  the  entire  road  will  be  ab- 
jolutely  needed  to  meet  the  wants  of  the  govern- 
ment and  of  the  people. 

The  aid  which  is  anticipated  ft-om  government, 
and  which  is  necessary  to  accompliiih  tbe  work, 
will  consist  probably  in  a  grant  of  lands,  similar  to 
the  gp-ants  already  made  in  aid  of  the  construction 
of  railroads  in  Illinois  and  other  States. 

These  grants,  thus  far,  have  been  made  to  the 
States,  and  by  them  given  to  the  companies  build- 
ing the  roads.  They  embrace  every  alternate  sec- 
tion for  six  milee  in  wi  1th  along  the  line  of  the 
roads,  and  where  the  land  is  occupied  or  has  been 
entered  within  that  distance,  the  privilege  is  given 
of  making  up  the  given  amount  by  taking  land 
within  a  distance  not  exceeding  fifteen  miles  from 
the  lines  of  the  roads. 

In  respect  to  the  portion  of  the  Northern  route 
to  the  Pacific  lying  in  Wisconsin,  a  grant  of  this 
description  will  enable  the  company  holding  the 
charter  in  that  State  to  carry  the  line  rapidly  on  to 
the  western  boundary  of  the  State.  West  of  Wis- 
consin through  Minnesota  and  the  country  west  to 
the  Pacific  a  belt  of  land  of  greater  width  will  be 
required. 

Throughout  all  this  portion,  it  is  perhaps  need- 
less to  say  that  a  grant  of  lands  to  be  adequate 
for  the  purpose  must  be  very  liberal  in  amount. 
However  well  adapted  the  country  may  be  for 
settlement  and  improvement  between  the  Haut 
Urres  of  Minnesota  and  the  mountains,  it  cannot 
be  denied  that  the  prevailing  impressions  in  respect 
to  it  are  not  the  most  favorable.  These  must  be 
removed.  Much  of  the  surface  near  the  line 
of  the  road  may  be  found  of  inferior  character, 
and  in  the  mountain  portion  particularly  may  be 
entirely  unsulted  for  cultivation  or  improvement 
in  any  way.  This  being  the  case,  the  company  to 
induce  an  early  settlement  must  make  liberal  dona- 
tions to  actual  settlers. 

It  is  easy  to  perceive,  therefore,  that  the  grant 
from  the  government  must  be  a  lil>eral  one,  to  en 
able  the  company  or  companies  that  may  be  the 
recipient  of  it,  to  accomplish  the  great  pbject  in 
view  within  the  time  required  by  the  wants  of  the 
country  in  regard  to  it.  With  such  a  grant  a 
railroad  can  be  built  on  tho  Northern  route  to  the 
Pacific  and  maintained  until  such  time  as  the  bu- 
siness upon  it  shall  become  sufficient  for  the  pur- 
pose. It  is  a  question  worthy  of  the  most  serious 
consideration  of  all  concerned,  whether  a  like  re- 
sult can  be  attained  on  any  of  the  more  southerly 
routes. 

This  doubt  is  not  expressed  from  any  feelings 
of  sectional  jealousy  or  hostility  to  cither  of  those 
routes,  but  from  a  firm  conviction  that  there  arc 
physical  difficulties  and  obstacles  to  be  encounter- 
ed upon  them  of  a  magnitude  transcending  great- 
ly any  estimate  that  has  been  hitherto  put  upon 
them  by  their  respective  flriends  and  advoca- 
tes. 

As  a  preliminary  step  to  the  construction  of 
the  Northern  railroad  to  the  Pacific  that 
route  should,  without  delay,  be  opened  for  use  by 
the  government  to  emigrants  going  to  Washington 
and  Oregon.    ^  comparatively  small  espendltore 


will  render  this  the  very  best  Inland  route,  not 
only  to  those  territories  but  to  California.  A  good 
wagon  road  should  at  once  be  formed  from  the 
Falls  of  the  Missouri  to  Clarke  river.  Another 
from  St.  Ignatius  on  the  latter  rivor  to  the  Cha- 
diere  Falls  on  the  Columbia.  With  these  improve- 
ments, embracing  perhaps  three  hundred  miles  in 
all,  a  way  will  be  opened  the  entire  distance  from 
the  Mississippi  to  the  Dalles  of  the  Columbia,  on 
the  moat  of  which  at  the  proper  season  there  ex- 
ists a  very  good  navigation,  forming  the  cheapest 
and  very  best  route  for  emigrants  to  pursue. 

This  route  once  properly  opened  and  protected 
by  the  government,  would  immediately  be  occupi- 
ed for  travel,  settlements  would  be  made  upon  it, 
the  vallies  of  the  Upper  Missouri  and  Clarks  river 
would  soon  be  dotted  with  towns  and  villages, 
and  the  way  would  thus  be  paved  for  the  ejxsy  and 
successful  construction  of  the  railroad. 

On  the  subject  of  the  revenue  to  be  derived 
from  the  road  no  remarks  have  been  made.  The 
railway  system  has  been  in  operation  long  enough 
to  afford  ample  evidence  of  the  productivenea  of 
all  lines  connecting  important  business  points. 
Those  which  are  entitled  to  be  ranked  as  main 
lines,  connecting  the  great  centers  of  population 
and  business,  are  without  exception,  wherever 
they  are  under  good  management,  yielding  large 
profits  to  their  owners  and  under  the  growing  coti;- 
dition  ot  the  country  must  prove  more  profitable 
for  the  future  than  they  have  been  for  the  past. 

The  proposed  road  to  the  Pacific  will  occupy  no 
inferior  or  secondary  place  in  the  great  system 
which  is  gradually  spreading  over  all  of  the  habi- 
table portions  of  the  continent.  Occupying,  as  it 
will,  the  very  best  ground  for  an  inland  route  be- 
tween the  two  oceans,  it  must,  if  well  and  proper- 
ly built  and  managed,  transact  an  immense  busi- 
ness, and  under  the  aid  contemplated  from  Gov- 
ernment will,  in  time,  yield  large  returns  to  its 
owners.  Returns  which  will  eventually  abundant- 
ly repay  those  who  may  be  induced  to  invest  their 
means  in  its 'construction.  However  great  a  thor- 
oughfare it  may  eventually  prove,  its  friends  must 
not  be  too  sanguine  or  anticipate  too  soon  that 
which  it  will  require  time  to  mature  and  accom* 
pllsh.  It  is  important  to  its  security  and  success 
that  there  should  be  a  population  of  certain  amount 
collected  in  its  vicinity.  Some  years  must  neces- 
sarily be  occupied  in  its  construction,  and  the 
commerce  and  travel  of  this  continent  and  «f  the 
world  must  have  time  to  adapt  itself  to  this  new 
channel  of  communication. 

Notwithstanding  the  very  favorable  character  of 
the  Northern  route,  as  exhibited  in  the  preceding 
pages.  It  Is  perhaps  not  surprising  that  it  has  not 
hitherto  received  the  attention  which  it  deserves. 
The  Journal  of  Lewis  and  Clark,  with  the  excep- 
tion of  an  abridged  edition  for  the  "Family  Libra- 
ry," has  never  been  republished.  The  lapse  of  40 
years  has  served  to  obliterate  the  impression?  at 
first  produced,  and  many  without  due  discrimina- 
tion may  have  risen  from  iU  perusal  supposing 
that  the  trials  encountered,  by  them  in  the  snows 
were  experienced  if  not  in  passing  the  main  range 
of  the  Bocky  mountains,  atsouie  other  plac*  which 
could  not  be  avoided. 

It  Is  known  to  the  writer  that  at  least  one  author 
of  note  has  fallen  into  this  error. 

These  considerations  combined  with  tbe  recent 
•rent*  of  tbe  Mexican  wsr,  tlM  discovery  of  gold 
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io  Califoniia,  and  the  inland  trade  wJiich  has  for 
some  time  been  carried  on  with  New  Mexico,  has 
served  to  direct  public  attention  to  the  practica- 
bility of  reaching  the  Pacific  by  a  more  southern 
route,  to  the  almost  total  neglect  of  the  one  which 
it  is  believed  will  eventually  prove  to  be  the  best, 
and,  (it  maybe  said  with  truth)  the  only  one  which 
offers  a  reasonable  prospect  of  success.  The  prin- 
cipal objection  which  can  be  raised  against  it  is 
the  character  of  the  climate  from  Its  northern  po- 
sition and  its  nearness  to  the  national  boundary,  ob- 
jections which  so  far  as  tliey  relate  to  the  climate  and 
obstructions  from  snows  have  been,  it  is  believed 
satisfactorily  removed;  and  so  far  as  they  relate  to 
itsnearness  to  the  national  boundary  arcentitledto 
no  weight,  so  long  as  the  road  connects  in  the  best 
manner  the  eastern  and  western  portions  of  the 
Union,  and  is  in  the  best  position  for  accommoda- 
ting the  Asiatic  trade. 

This  nearness  to  the  British  possessions  when 
rightly  viewed  becomes  a  favorable  feature  rather 
than  otherwise,  and  may  be  fraught  with  much 
mntnal  benefit  to  the  two  great  nations  whose  ter- 
ritories, spanning  the  continent,  are  contiguous  for 
so  many  hundreds  of  miles.  North  of  the  Great 
Lakes,  and  of  the  latitude  of  49°  to  the  Pacific, 
the  country,  although  it  may  be  practicable  for  a 
railway,  can  give  but  a  limited  support  compara- 
tively tosuch  an  improvement,  and  the  road  itself, 
should  one  bejconstructed,  would  be  forced  to  oc- 
cupy ground  much  less  favorable  for  the  cheap 
construction  and  efficient  operation  of  such  an 
improvement,  than  is  foand  upon  the  proposed 
Northern  route  within  the  limits  of  the  U.  States. 

A  railway  communication  across  the  continent 
is  necessary  to  Great  Britan  as  a  means  of  access 
to  her  Canadian  possessions,  and  in  reference  also 
to  i.the  great  interest  she  now  has  and  must  con- 
tinue to  have  in  the  commerce  of  the  Pacific,  and, 
as  if  fully  conscious  of  this  necessity,  she  is  now 
busily  occupied  in  constructing  lines  of  railway 
along  the  valley  of  the  St.  Lawrence,  and  from 
the  borders  of  Canada  and  Mains  through  New 
Brunswick,  to  such  point  as  will  make  the  navi- 
gable distance  across  the  Atlantic  the  least  pos 
sible. 

These  improvements  will  serve  to  increase  the 
tide  of  immigration,  which  is  now  very  great,caus 
ing  it  to  move  westward  with  accumulated  force, 
in  the  direction  of  the  Great  Lakes,  and  of  the 
most  favorable  opening  through  the  mountaina  to 
tho  Pacific.  ■:_Z::^::-    '  '.  '--•'v.:'..^.'    "..  ' .  •  '"■   -'  ,■• 

The  United  States  have  probably  a  deeper  in- 
terest in  these  changes  and  improvements  than  the 
people  of  England  or  those  of  any  other  country 
in  the  world.  No  other  ceuntry  is  so  well  situated 
as  the  United  States  for  drawing  wealth  from  the 
two  great  Oceans  which  encircle  the  Globe,  and 
for  carrying  on  a  profitable  intercourse  with  the 
civilized  and  industrial  nations  that  are  seated  on 
their  shores,  and  none  where  the  people  as  a  mass 
are  so  intelligent,  and  where  the  encouragement  to 
industry  and  enterprise,  derived  from  just  laws,  is 
80  great. 

Holding  this  position,  the  command  of  the  best 
route  across  the  continent  is  of  the  utmost  impor 
tance,  and  it  is  of  equal  importance  that  it  should 
terminate  at  the  most  eligible  point  on  the  Paci 
flc.  Both  of  these  conditions  are  answered  by  the 
Northern  route.  The  distance  by  it  firom  New 
York  city  te  the  Straits  of  Pe  Faca  ii  2,900  miles, 


estimating  by  the  shortest   railroad  route   from ! 
New  York   to  Chicago. — At  the  mean  rate  of  30 ' 
miles  an  hour,  it  will  occupy  four  days  continuous 
travelling,  to  pass  from  Ocean  to  Ocetin. — At  60 , 
miles  and  upwards  per  hour,  which  is  not  an  un-  j 
reasonable  speed  for  a  fast  train  on  the  broad ' 
gauge  and  allowing  14  hours  for  detentions,  it  will ' 
be   only  three  days  from   Ocean  to  Ocean.     Sup- 1 
posing  300  miles  per  day,  for  Ocean  Steamers,  a  ■ 
distance  which  vessels  of  that  description  are  now  '• 
capable  of  performing,  and  the  time    required  to 
pass  from  New  York  city  to  China  will  not  exceed 
23  days  and  twenty  days  only  to  Jeddo,  the  capi-  j 
tal  of  Japan. 

A  communication  of  this  character  must  pro- ' 
duce  a  very  great  change  in  the  commercial  rela- : 
tions   of  the  countries  that  are  thus  brought  so  ■ 
near  to  each  other,  and  tkis  change  will  be  the ; 
greater  for  the  reason  thatth'--re  now  exists  a  very 
wide  difference  in  the  productions  of  each,  and  in , 
the  value  of  labor  and  of  property.    It  will  give 
a  new   and  powerful  impnlso    to  commerce,  the 
immigration  from  Europe  will  be  increased,  and  j 
Asia  will  contribute  to  swell  the  population  on  the 
Pacific ;  and  the  natives  of  that  hitherto   far-off 
land,  may  perhaps  in  a  fe^v  years  be  found  in  no  in- 
considerable numbers  cultivating  the  cotton  and 
rice-fields  of  tlie  tropical  portions  of  America. 

When  the  first  census  of  the  United  States  was 
taken  in  Ratio  of  in- 

crease per  cent. 
1790,  the  population  was  3,924,544 — 


1800, 

1810 

1820 

1830 

1840 

1850 


6,305,941—35.1 
"  7,223,889—36.1 
"  9,643,211—33.4 
"  12,867.511—33.4 
"  17,064,688—32.6 
"  23,351,207—36.8 


Increase 34.57 

By  this  statement  it  appears  that  the  mean  de- 
cennial increase  in  the  population  for  00  years  is 
84  57.100  per  cent  and  that  this  increase  has  been 
very  regular,  the  ratio  at  the  several  periods  when 
the  enumeration  was  made  not  differing  at  any 
any  time  from  this  more  than  2^4  per  cent.,  the 
greatest  increase  being  36  8.10  per  cent  from 
1840  to  1850. 

Assuming  this  mean  rate  of  increase  to  con- 
tinue for  the  next  thirty  years  and  the  population 
will  then  be  57  millions,  and  for  fifty  years  it  will 
be  over  100  millions. — It  will  not  be  proper  per- 
haps to  a.ssume  so  great  an  increase  for  so  long  a 
period  as  the  last.  Immigration  from  Europe 
which  has  furnished  a  large  portion  of  the  decen- 
nial increment  must  diminish  whenever  labor  shall 
receive  the  same  reward  there  as  here,  and  the  po- 
litical institutions  of  that  portion  of  the  world 
are  made  to  conform  theoretically  and  practical- 
ly as  near  to  the  Christian  standard  as  our 
own.  This  falling  oft'  in  the  immigration  from 
the  East,  which  must  in  time  take  place,  will 
probably  be  compensated  for  by  accessions  from 
tho  West.  So  that  for  30  years  at  least  it  may 
reasonably  ba  supposed  thit  the  rate  of  increase 
hitherto  maintained  will  continue,  and  tliat  it  will 
Lot  be  greatly  diminished  until  some  tima  after 
that  period        f^"":    ,.'  "-     '-_''.' 

From  what  is  known  of  the  capabilities  of  the 
several  portions  of  the  territory  now  embraced 
within  the  limits  of  the  United  States  to  sustain  a 
given  population,  combined  with  the  attractions 
they  offer  for  improvement  and  s«ttlem»nt,  it  is 


not  diflScult  to  see  where  the  larger  portion  of  the 
30  or  40  millions  of  increase  in  that  iK?riod  will  be 
located. — West  of  the  Rocky  mountains  the  bulk 
of  the  population  will  be  found  iTorth  of  the  Bay 
of  San  Fiancisco,  in  Northern  California,  Oregon 
and  Wa^hingtou. 

East  of  the  mountains, — it  will  be  found  mostly 
in  the  northern,  and  middle  States,  and  in  that  vast 
and  fertile  region,  stretching  northward  and  west- 
ward fii.m  the  mouth  of  the  Ohio,  the  entire  dis- 
tance to  I  he  Lakes  and  tho  mountains,  covering 
the  whole  extent  of  the  Missouri  valley. 

In  1790  when  the  first  census  <sas  taken,  the 
centre  of  population  of  the  United  States,  was  not 
far  from  the  head  of  Chesapeake  Bay.  The  po- 
pulation East  and  West  and  North  and  South  of 
that  point,  was  at  that  time  the  same.  The  sub- 
equeni  increase  has  caused  this  central  point  to 
move  westward  and  northward,  until  it  reached 
Pittsburg  in  Pennsylvania.  From  thence  its  path  has 
inclined  a  little  to  the  south  and  at  the  last  cenms 
its  location  was  not  far  from  Steubenville  in  Ohio 

It  is  quite  evident  from  an  inspection  of  the 
map  that  its  course  ht  nci  fjrth  will,  for  a  time,  be 
nearly  due  west,  after  which  it  will  incline  rather 
to  the  north,  passing  nearer  to  Chicago  than  to 
St,  Louis,  and  may  ultimately  be  found  in  the 
vicinity  of  tlie  Missis.sippi,  beyond  which  it  is  not 
probable  it  will  ever  p:uis. 

The  line  thus  described  marks  the  westward 
movement  of  the  population  in  respect  to  numbers 
solely.  A  similar  line  drawn  so  as  to  represent 
not  only  the  population  numerically,  but  the  ca- 
pacity of  the  several  portions  to  produce  ex- 
changeable wealth  would  lie  still  farther  to  the 
North.  The  productiveness  of  the  Eastern  and 
Northern  States  is  vastly  increased  relatively  by 
the  greater  amount  of  steam  and  hydraulic  power 
and  greater  number  of  labor  saving  machines  iu 
use  in  the  arts,  whether  operating  on  the  land  or 
on  the  water.  This  condition  of  things  gives  to 
that  portion  of  the  Union  an  importance  com 
mercially,  far  beyond  what  is  due  to  any  numerica 
estimate  of  the  population. 

It  will  be  seen  from  the  above  that  whether  we 
view  the  proposed  Northern  route  for  the  Pacific 
.  railroad  in  respect  to  the  region  through  which  it  pas- 
ses near  its  two  extremities  or  midway  between  th« 
latter,  throughout  its  entire  length,  it  occupies  the 
best  position  for  accommodating  the  great  mass  of 
'  the  population  of  the  Union  both  at  the  ])roseQt 
!  time  and  for  an  indefinite  period  after  it  shall  b« 
I  compleUid  and  in  operation. 
j     In  a  commercial  view  in  tracing  the  path  of  the 
j  centre  of  population  of  the  United  SUtes  it  would 
I  have  been  projwr  to  have  included  that  of  th« 
I  British  Possessions  adjacent.      This  would  h»v« 
■  carried   it    still    farther    to    the   North    passing 
I  ultimately  nearer  the  Southern  extremity  of  Lake 
I  Michigan  and  making  more  evidcni  the  superiori- 
1  ty  in  position  of  the  Northern  route. 
j      The  Canadas  are   now   advancing    rapi  lly   in 
j  population   and  wealth.     English  capital  is  being 
j  freely  expended  in  carrying  out  a  system  of  inter- 
nal  improvements  and  extendi:i^  the  advantages 
of  improved  commuuicationit  to  all  the  settled  por- 
tions of  the  country. 

Owing  to  the  great  diversity  in  the  productions 
of  the  two,  tho  commercial  relations  between  the 
Canadasand  the  States  must  be  constantly  growing 
stronger,  until  their  iaterests  shall  be  so  idv-QUfled 
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aided  by  a,  cuiuoioa  language  aitd  ihc  attraclioD-i 
of  a  free  governniciit,  as  not  to  be  separated  by 
any  traosatlantic  intluence.  Oreat  Britain  proft- 
ing  by  past  experience  is  disposed  to  yield  to  her 
Canadian  Possessions  a  large  measure  of  freedom. 
Tlicse  concessions  must  continue,  and  t«  such  an 
extent;  that  in  lime  the  Canadas  will  virtually  if 
not  nominally  bo  ren.lcrod  entirely  independent 
of  the  mother  country,  and  thus  a  more  cotn- 
plete  identity  of  interest  and  of  feeling  will  eSist 
between  Uiem  and  the  free  States  of  America, 
than  can  possibly  be  maintaim-d  witl-  any  Eur- 
opean power.  ;  I 

While  these  eve  nls  are  ripening  the  Canadas 
will  be  acquiring  population  and  wealth.  Numer- 
ous flourishing  towns  and  ciiit-s  wiil  spring  up  ou 
the  northern  shores  of  the  St.  Lawrence  and  the 
Lakes,  and  they  will  contribute  a  vast  amount  of 
travil  and  business  to  the  proiwsed  Xorlhern  rouid 
to  the  Pacific;  add  to  this  the  peculiar  advantage- 
ous position  of  the  proposed  road  alfarding  the  most 
direct,  speedy  and  cheap  communication  between 
Europe,  with  its  millions  of  inhabitants  on  tlie 
one  side,  and  Asia  still  more  populous  on  the  other, 
and  the  project  assumes  an  importance  transcend- 
ing any  estimate  which  may  have  been  put  upon 
it  as  a  national  work.  It  becomes  in  fact  the 
world's  highway,  over  which  will  pass  the  travel 
and  much  of  the  trade  of  the  most  eulighteoed 
aad  civilized  portions  of  the  globe. 


The  rolling  stock  of  our  road  on  hand  consists 


of: 

7  Passenger  Cars, 
146  eight  wheel  Freight  Cars, 
15  Engines. 

Two  additional  Passenger  Cars,  and  50  addi- 
tional FaightCars  will  be  received  and  in  aw  in  a 
few  days. 

Notwithstanding  we  had  supposed  that  our  sup- 
ply of  Engines  and  Cars  would  have  been  amply 
sufficient  for  the  work  of  the  season,  thers  is  great 
reason  to  fear  that  we  canaot  accommodate  all  the 
freight  that  will  be  pressing  upon  us. 

Every  eflfort  has  been  mane  to  bring  in  every 
expenditure,  so  that  a  statement  of  the  cost  of  the 
road,  and  its  coadition  and  liabilities,  might  be 
made. 

In  a  great  degree  this  has  been  accomplished, 
and  the  ytatenient  here  presented  can  vary  but  a 
few  thousand  dollars  from  what  will  be  the  result 
when  the  few  remaining  settlements  are  made. 

Cost  of  construction $1,643,864  00 

Equipments 226,068  00 


Total Sl,869,932  00 

Seven  per  cent.  Second  Mortgage 
Bonds,  unsold 65,000  00 

Ten  per  cent.  Income  Mortgage 
Bonds,  unsold 54,000  00 

Real  Estate  unsold  and  not  need- 
ed for  use  of  road 344,982  00 

Bills  receivable  for  lands  sold,  &c.       85,571  00 

Surplus  iron  aft«r  finishing  the 
road 20,000  00 


Statement   of  the  lutliauapolis  aud  Clnelki- 
iiatl  KatlruAil  Cu. 

To  the  Stockholders  of  the   Indianapolis  arid 

CincinTiati  R.  R.  Co. 

Qentlemkn  : — In  my  report  of  the  20th  June 
last,  it  was  stated  that  our  road  would  be  com- 
pleted on  the  first  day  of  October.  In  this  we 
have  been  disappointed,  but  not  to  such  an  extent 
as  has  generally  been  common  to  other  roads ;  and 
the  contractors  were  enabled,  by  the  use  of  great 
exertions,  to  deliver  it  to  us  in  ihe  i-arly  part  of 
November.  Considering  the  very  great  embarrass- 
ment caused  by  the  advance  in  price  of  labor,  and 
the  difficulty  in  procuring  it,  great  credit  is  due  to 
the  contractors  for  their  energy  and  perseverance. 

It  was  on  the  14th  day  of  November,  that  the 
first  fi eight  train  passed  over  the  whole  length  of 
the  road.  Passenger  trains  had  been  running  ^for 
a  few  days  previous.  t 

Very  convenient  arrangements  have  been  made 
for  our  connection  with  Cincinnati;  two  boats 
making  regular  trips  on  our  time.  Passengers 
are  taken  at  Cincinnati  at  6  a.  m.,  breakfasting, 
on  board  the  boat ,  and  arrive  at  Indianapolis  at 
12  m.  Leaving  Indianapolis  at  12  ra.  they  arfive 
at  Cincinnati  at  6  30  p.  m  ,  taking  supper  on  board 
the  boat. 

Early  in  next  month  (January)  the  Ohio  and 
Mississippi  R.  R.  Co.  expect  their  line  to  be  so  far 
completed  as  to  furnish  us,  in  connection  with 
them  an  uninterrupted  line  to  Cincinnati.  Wo 
have  assurances  that  they  will  atford  us  every 
facility  and  run  a  train  between  Lawrenceburg  and 
Cincinnati  to  suit  our  business,  and  upon  our 
time;  bv  which  connection,  our  time  between  Cin- 
cinnati and  Indianapolis  will  be  reduced  to  less 
than  five  hours 

The  busine.««s  done  since  the  road  was  opened 
has  been  very  satisfactory,  amounting  to  i 

First  week  ending  November  26,  | 

Passengers  and  Freight Total,  S3,24i  92 

Second  week  ending  December  3, 
Passengers  and  Freight Total,    4,164  84 


Capital   stock    paid 

in $1,128,486  00 

Seven  per  certt.  First 

Mortgage  Bonds..      500,000  00 

Seven  per  cent.  Se- 
cond Mortgage  B's     400,000  00 

Ten  per  cent.  In- 
come Bonds 100,000  00 

Floating  Debt 289,000  00 


$2,439,485  00 


-$2,417,486  00 


Increase  on  the  first  week $921  42 

Third  week  ending  December  10, 
Paswmgers  and  Freight Total,  $6,011  38 


Means  to  meet  present  liabilities : 

Seven  per  cent,  second  mortgage  bonds      % 

unsold $65,000  00 

Ten  per  cent  income  bonds  unsold .. .    54,000  00 

Surplus  real  estate 344,982  00 

Bills  receivable 86,571  00 

Iron  on  band  after  finishing  road 20,000  00 


Floating  debt  or  present  liabilities , 


$569,553  00 
.  289,000  00 


][acr«a8e  oo  the  second  week ....  $847  04 


Excess  of  means  over  present  liabili- 
ties  $280,563  00 

The  road  has  cost  considerable  more  than  was 
originally  anticipated,  but  the  work  of  last  year  was 
performed  under  very  unfavorable  circcmstances, 
and  at  greatly  advauced  prices ;  but  afler  all  it  is 
yet  among  the  cheapest  roads  in  the  west,  and 
will  be  found  amply  to  remunerate  its  owners  for 
their  outlays.  It  will  be  seen  from  the  preceeding 
statement  ihat  the  company  have  ample  means  in 
their  surplus  real  estate,  bills  receivable,  etc.,  to 
discharge  all  their  liabilities,  except  the  two 
mortgages  of  $500,000  and  $400,000,  leaving  an 
encumbrance  of  only  $^>00,000,  on  a  road  com- 
pleted and  in  good  operation,  costing  $1,869,- 
932  00. 

But  this  sura  by  no  means  represents  the  true 
value  of  the  road,  its  materials,  and  equipments. 
The  iron  rails  were  bought  at  $38  and  $40  per 
ton,  and  are  now  worth  $70.  Nearly  all  our  ma- 
chinery also  wa.s  contracted  for  at  the  low  prices. 
The  ad  ranee  on  these  items  together  with  that  on 
our  real  estate,  will  add  to  the  value  of  the  road 
$300,000,  making  a  toUl  of  $2,169,932  00;  af- 
fording a  most  ample  security  for  the  debts  for 
which  it  is  charged,  and  making  the  second  mortr 
gage  bonds  fully  equal  in  security  and  value  with 
the  first. 

By  an  order  of  our  board  tb»  namt  of  th«  ooiD' 


pany  was  changed  on  the  third  of  this  month  to 
that  of  the  Indianapolis  and  Cincinnati  Railroad 
Company.  Certificates  of  stock  in  the  new  name 
will  be  issued  on  the  first  day  of  January,  adding  all 
arrearages  of  interest,  on  the  surrender  of  the  old 
certificates  at  the  Secretary's  office. 

Having  completed  our  enterprise,  I  feel   it  ap- 
propriate and  justifiable  to  congratulata  its  friends 
on  our  success,  and  the  encouraging  prospect  of  a 
speedy  fulfilment  of  allonr  expectations,  of  having 
an  unrivalled  road  between  points  assuring  a  bu- 
siness equal  to  our  utmost  capacity.     By  the  early 
completion  of  the  part  of  the  Ohio  and  Mississip- 
pi   Railroad  between  Cincinnati   and   Lawrence- 
burgh,  (and  the  interest  of  our  roads,  being  iden- 
tical, we  have  assurances  of  convenient  co-opera- 
tion between  us,)  we  have  at  the  end  of  that  con- 
nection, a  city,  (Cincinnati,)  of  a  population  of 
1 60,000,  including  its  business  vicinity,  aud  which 
being  the  business  metropolis  of  the  west,  drawi 
to  it  also  much  of  the  eastetn  trade ;   and   at  oar 
iceslem  end,  Indianapolis  with  ita  eight  railroads 
in   oi)eratlon,   concentrating   there,    and   bringing 
trade  and  travel  from  all  west  and  north  of  us,  the 
natural  tendencies  of  which  are  manifestly  to- 
wards Cmcinnati.     The  current  of  business  assur- 
ed to  our  line  from  its  favorable  position,  will  be 
much  increased  by  the  arrangements  which  are 
provided  for,  in   connection  with  the  roads  which 
are  finished  and  in  operation  north  of  us,  of  a 
through  line  from  and  between  Chicago  and  Cin- 
cinnati in  one  day,  which  can  only  be  accomplished 
over  our  line,  our  road  being  thirty  miles  shorter 
than  any  other  road  between  Cincinnati  and  Indi- 
anapolis. 

The  large  travel  by  this  connection,  which  is 
natural  and  direct,  can  be  judged  of  by  the  num- 
bers who  bare  thronged  the  circuiloas  and  more 
expensive  routes  which  have  been  used. 

We  are  also  arranging  for  a  through  freight  bu- 
siness from  and  beyond  Indianapolis,  by  coanect- 
ion  with  the  lines  of  steamers  on  the  Ohio  at  Law- 
rencebtu-gh,  to  Baltimore,  Philadelphia,  New 
York,  Boston  and  Charleston.  Lawrenceburgh  ia 
a  favorable  point  of  shipment  from  and  to  which, 
steamers  will  as  readily,  and  at  the  same  prices, 
receive  and  deliver  freights  as  at  Cincinnati — and 
for  which,  as  our  road  terminates  on  the  bank  of 
the  river,  the  most  convenient  arrangement  of 
transferring  between  the  cars  and  the  steamers 
have  been  provided,  without  any  charge  to  the 
forwarder  for  drayage,  commission,  or  storage. 
That  our  Ohio  River  terminus  will  thus  be  found 
an  attractive  point  for  receiving  freight  from  all 
the  interior,  from  Pittsburgh,  Wheeling,  and  the 
east,  as  we  anticipated,  is  manifest  from  the  con- 
stantly increasing  receipts  of  goods  delivered  here 
for  our  road. 

It  is  particularly  gratifying  to  find  the  local  bu- 
siness along  our  line  promising  to  be  largely  above 
our  expectations. 

An  engagement  has  been  made  with  the  Gene- 
ral Post  Office  Department  for  the  transfer  of  the 
great  through  mail  between  Cincinnati  and  India- 
napolis, and  its  transportation  on  our  road. 

Thus  in  every  respect  I  have  the  satisfaction  of 
assuring  the  friends  of  our  road,  that  their  confi- 
dence and  just  expectations  in  the  success  of  our 
enterprize  are  to  be  fully  realized. 

At  the  annual  election  last  fall,  the  former  Di- 
rectors of  the  road  were  re-elected.  Our  present 
Board  therefore  is  composed  as  follows : 


Oeorge  H.  Dunn, 
Levin  B.  Lewis, 
David  Neritt, 

Hervey  Bates, 
James  M.  Ray, 
William  Robson, 
James  B.  Foley, 
Joa.  Q.  Monfort, 
E.  Hamilton. 


Dunn,  ^ 
Lewis,  > 
ritt,        ) 

'•\ 

>n,  ) 

fort,    [ 


l0awreneAurg%.. 


Indianapolis. 


V 


Decatur  County. 
OEOBGE  H. 


DUNN, 
Pretid*nt. 

Office  of  lodianapolis  and  Cincinnati  Kailroad, ) 
,  ^,  Lmwrmcekurgk,  Dec.  12th,  186S,         J 
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■arTcjr  9t  tfotiTe  Power  ot  tn*  Il«w  York  Icharacteristics  of  the  line,   and  the  extent  of  thelof  the  engine!  is  extremely  good,  owing  to  the 

aad  Hew  H«T«a  K.  K.  Co.  jbusinrss,  it  very  large.     The  mileage  of  these  en-  loriginal  excellence  of  their  construction,  and  the 

By  Zerab  Colburn.  !gin«8,  published  in  the  Journal  of  Dec.  3d,  shows  efficiency  with  which  necessary  repairs  are  con- 

The  motive  power  of  the  above  road,  for  its  ex-  la  performance  of  the  average  rate  of  26,200  miles  ducted.     The  following  tables  show  the  general 

tent,  poasMset  more  uniformity  of  character  than  per  engine  p«r  year.    This  include?  a  considerable  proportions  of  these  engines,  and  the  calculated 

that  of  any  other  road  in  the  vicinity  of  New  York,  freight  and  local  passenger  business,  besides  a  very  |  results  of  heating  surface,  expenditure  of  steam, 

jbe  work  done  by  the  engines,  considering  the  j  large  and  growing  express  traffic.     The  condition :  ifcc. 
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5  li 

6  0 
66 

5  6 

6  0 
6  0 
6  0 
6  0 
6  0 
6  0 
6  0 
6  0 
6  0 
6  0 
6  0 
6  11 
5  2 
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4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
•4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 


4 

4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
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4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 


H 


B 
k3 


o 

CQ 


.a 

s 


a    a 


Q   C> 


n.  in.  in.  in. 


11 
11 
10 
10 
10 
10 
10 
10 
10 
10 
10 
10 
10 
10 
10 
10 
10 
10 

11 
11 
11 

11 

9 
9 


0 
0 
3  38 


38 
38 
88 
38 
38 
38 
41 
41 
38 
38 
38 
38 


6  38 
6  38 
6  38 
6  46 
6  46 
6 
6 
0 
0 


46 
46 
34 
34 


*  Hackworth' 
The  entire  equipment  of  engines  was  constructed  by 
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150 
150 
121 
112 
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127 
127 
127 
121 
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124 
124 
124 
169 
169 
169 
169 
96 
96 
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2. 

C3 
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.a 


60    •= 


w 

1^ 
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in. 

2 
2 

1 
1 


m.  m. 


1-8 
1-4 
3-4 
11-15 

7-8 
7-8 

7-8 


2 

2 

1 
o 

1  16-16 


1-16 
13-16 


1-4 
1-4 

6-8 
3-8 


47i 

47  i 

41 

40i 

41 

40 

40 

40i 

40i 

46 

46 

46 

46 

45 

46 

46 

45i 

46 

54 

54 

53i 

63J 

36  i 

36  i 


37 
37 
35 
35 
35 

^m 

34>4' 
85 
35i.i 
87  " 
37 

35K 

35>^ 

35X 

35 

35 

351^ 

35 

38>2 

38>2 
38>^ 

38)a 
35>^ 
36)^ 


a> 

a 

3 
O 


«> 

in. 

46  1-2 
46  1-2 

39  1-2 
38 

46  1-2 

40  1-2 
39  1-2 
39  1-2 
48 

49 
49 

48  3-4 
48  1-2 
48  1-2 
48  1-2 
48  1-2 
49 
49 
54  1-2 

64  1-2 

65  1-2 
65  1-2 
34  1-2 
341-2 


s  ^ 
O.S 

p'df<. 

48,500 
48,600 
44,000 
44,000 
44,000 
44,000 
44,000 
45,000 
46,740 
47,600 
47,600 
46,740 
46,740 
46,740 
46,740 
46,740 
46  740 
46,740 


pMs. 

30,50b 
30,500 
27,200 
27,200 
27,200 
27.200 
27,200 
28,000 
30,000 
30,000 
30.000 
30,000 
30,000 
30,000 
30,000 
30,000 
30,000 
30,000 


s 
H 

o 


sqr.fTt. 

756 

756 

568 

620 

573 

606 

606 

601 

573 

640 

630 

601 

59«5i 

596i 

596  i 

596i 

5imi 

596i 

054 

954 

954 

954 

396 

396 


O 


o 


I 


o 

•I 
<:> 
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stjr.ft. 

64 

64 

42>^ 

41 

36 

42>^ 

41^4 
42>^ 
50W 
671.1 
67>4' 

??>^ 
65  ^<C 

55v 
65i> 

81  * 
81 

35  W 
35W 


sqr.ft. 

12  1-4 
12  1-4 

9 

9 

9 

8  7-8 

8  7-8 

9 

9 

10  2-3 
10  2-3 
10  1-8 
10  1-8 
10  1-8 
10  18 
10  1  8 
10  1-8 
10  1-8^ 
14  4-l0 
14  4-10 
14  8-l0 
14  3-10 

8 

8 


s  double  exhau«t  ports. 
Messrs.  Rogers,  Ketchum  and  Grosvenor  of  Paterson,  N.  J. 


Steam  used  and  Power  exerted. 
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1 

2 

8 

4 

7 

8 

9 

10 

11 

12 

18 

14 

16 

16 

17 

18 

19 

20 


« 
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& 


m 

cubic  ft 
8,181  306 
8,181 
6,146 
0,146 
6,146 
6,146 
6,146 
6,146 
6,146 
7,127 


7.127 
6,146 
6,146 
6,146 
6,146 
6,146 
6.146 
6,146 

21  10.239 

22  10,239 
28  10,239 
24  10,239 
F.  8,636 
C.  3,636 


306 
828 
828 
828 
828 
828 
828 
280 
806 
806 
280 
280 
280 
280 
280 
280 
280 
280 
280 
280 
280 
326 
828 


aS 

m 

cubic  ft. 
2608 
2603 
2016 
2016 
2016 
2016 
2016 
2016 
1721 
2181 
2181 
1721 
1721 
1721 
1721 
1721 
1721 
1721 
2867 
2867 
2867 
2867 
1182 
1193 


li 

org 

'»>  OQ 

«  o 

0$ 


8732 
8782 
7034 
7034 
7084 
7034 
7034 
7084 
6001 
7607 
7607 
6001 
6001 
6001 
6001 
6001 
6001 
6001 
10000 
10000 
10000 
10000 
4122 
4160 
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426 

843  1 

343  1 

848  1 

8481 

848  1 

848  1 

293 

371 

371 

293 

293 

293 

293 

293 

298 

293 

489 

489 

489  ; 

489 
202 
203 
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o 
H 

a    . 
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« 

73 
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646 
646 

486 
486 
486 
486 
486 
600 
536 
636 
636 
636 
636 
636 
636 
636 
636 
636 


room  for  considerable  improvement.  The  fur- 
naces are  of  kut  moderate  width  while  the  length 
is  very  great ;  the  escape  of  heated  air  being  from 
one  end  it  necessarily  encounters  greater  re- 
sistance than  if  the  length  and  breadth  were  dif- 
ferently proportioned  to  each  other.  The  furnaces, 
by  a  proper  arrangement  of  the  frames  and  driv- 
ing spring  could  be  6  inches  wider.  The  tubes, 
considering  their  length,  and  the  extent  of  radiat- 
ing or  absorbent  surface  compared  with  the  sec- 


ciency  of  the  draught  is  aggravated,  the  smoke  is 
trailed,  and  the  view  of  the  engine-man  ob- 
structed and  the  tra'n  covered  with  sparks  and 
dirt.  These  particulars  are  alluded  to  for  no  other 
reason  than  to  exhibit  the  influence  of  mal-arran- 
gement  of  the  general  apparatus  for  draught.  I 
am  of  opinion,  and,  so  far  as  observation  affords 
illustration  of  these  effects,  I  am  convinced,  that 
width,  of  furnace  is  more  influential  than  length  ia 
the  promotion  of  combustion;    that  the  depth 


tional  area  of  thimble-openings,  are  of  too  small  should  bo  such  as  to  contain  sufficient  fuel  without 


diameter,  by  which  the  resistance  both  of  the 
thimble-openings  and  the  friction-surface  of  the 
tubes  retards  the  draught,  rendering  a  dispropor- 
tionate contraction  of  blast  necessary.    And  even 


interfering  with  the  thimble  openings.  That  the 
best  diameter  of  tube,  with  the  present  kind  of 
thimbles,  is  2}-^  inches ;  and  that,  if  any  difference 
is  to  be  made  in  the  diameters  of  tubes  in  the 


'then  these  engines  do  not  always  make  sufficient  same  boiler,  the  outermo.st  tul)es  require  to  be  the 


steam.  The  smoke  boxes  are  too  large,  and  too 
I  much  encumbered  by  pipes  ;  whereby  the  forward 
jcirculation  of  the  draught  is  broken  and  retarded. 
iThe  elevation  of  the  blast  orifices  is  generally  too 
great,  whereby  the  vacuum  in  the  smoke  box  de- 
pends more  upon  the  sttction  than  on  the  pressure 
of  the  exhaust  steam.     The  pressure  is  generally 


The  engine*  21,  22,  23  and  24  represent  the 
standard  exprew  engine  of  the  present  day,  being 
of  large  dimensions,  liberal  proportions  of  steam 
room  and  pjusftges,  an'i  bavinf  generally  the 
moat  modtrn  and  edbctiT*  •n-ftDeei&«nt  of 
|BA«])iu«r/.   ^B  |b*ir  detiUi,  bow«v«r,  tb«rt  il 


largest,  instead  of  the  smallest,  as  they  are  some- 
times made,  to  occupy  spare  room.  The  increase 
of  absorbent  surface  (tube  surface)  cannot  be 
beneficial  if  the  combustion  be  retarded  from  any 
cause,  as  th««  heat  must  not  be  absorbed  below 
the  temperature  of  the  necessary  "preesure  of 
steam,   wastt  heal  being  necessary.     The  form  of 


ft-om  12  to  20  times  greater  than  the  force  of  the  i  the  smoke  box  requires  laatcrial  alteration,  as  its 
vacuum,  or  suction,  derived  from  the  pressure,  joffice  is  to  connect  the  circulation  of  the  tubes  und 
Thechimnies,  in  consequence  of  a  low  height  ofjchimney,  which  it  should  do  by  a  passage  of  t*ie 
bridges,  often  of  an  unnecessary  height  of  boiler,  jeasiest  and  most  direct  section,  unencumbeiel 
and  especially  of  the  use  of  a  form  of  pipe  requir-  iby  pipes  or  other  obstructions.  The  upper  portion 
ing  two  feet  of  space  above  the  cone  for  clearance,  |of  the  smoke  box,  abore  tubes,  requires  to  be  se- 
are  quite  low ;  and  with  the  great  elevation  of  the  'parated,  the  crown  of  the  smoke  box  being  a 
blast  pipes,  whereby  the  steam  fills  the  chimney  level  sheet,  reducing,  by  so  much,  the  elevations 
at  a  proportionally  higher  point,  are  too  short  for  of  blast  and  chimney  openings,  and  substitutirg 
(ood  draught.  The  large  size  of  the  outer  casing  blast  pressure  for  blast  suction.  The  upper  per- 
)ruducei  a  racuum  b#hiod^  whereby  th«  iwom-  iloo  of  tb*  Mooktj  bcs  oil^hl  ooauln  spwki  vsA 
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•nable  a  smaller  diameter  of  spaiker  to  be  used. 

The  eSfect  of  the  blast  adjustments  will  be  seen 
In  the  following  table,  arranged  for  several  of  the 
engines,  wherein  the  lowest  orifices  are  invariably 
largest,  for  equal  circumstances  of  beating  sur- 
face, working  condition  and  steam-prodaction. 
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1 

2 

4 

8 

» 

10 

11 

16 

17 

22 

23 

24 

F. 


Cylin- 
der. 


inches. 
16X20 
16X20 
13X20 
13X20 
13X20 
13X20 
13X20 
13X20 
13X20 
16X22 
16X22 
16X22 
10X20 


Area 

of 

GraAe. 


ri 


sqr.fl. 
12  1-4 
12  1-4 

9 

8 

8  7-8 

9 

9 

10  1-8 
10  1-8 
14  4-10 
14  3-10 
14  3-10 

8 


Area 

of 

Tubes. 

sqr.ft. 
756 
766 
526 
606 
606 
601 
573 
596  1 
596  1 
964 
954 
954 
3% 


©•^  i 

Q  / 

inches. 
8 

13  1 
7 
6 
7 

12 
9 

2    12 

2    14 

12 

12 

♦36 

1 


Diameter 
of  each 

blast 

pipe. 

inches. 
2  1-8 

1+4 

11-16 

7.8 
7fS 


2  2 
1 
1 
1 
2 
1 


7f8 


2  If  16 
2ll4 
2  1-4 

2  5.8 
1  8-8 


The  operation  of  the  link  motion  on  one  of  the 
large  engines,  No.  21,  is  given  below. 

Cylinders  16  inches  by  22  inches ;  steam  jiorts 
14  inches  by  li  inches;  exhaust  poft  14  by  2  1-2 
inches;  outside  lap  of  valve  11-16  inch;  inside 
do.  1^  inch,  valve  being  ^  inch  shorter  in  the 
cavity  than  the  distance  between  inside  edges  of 
ports.     Throw  of  eccentrics  5  inches. 
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The  lead,  shown  as  constant  on  the5th,6tb,  7th 
and  8th  notches,  is  slightly  variable,  being  per- 
haps l-32d  inch  different  on  the  5th  aud  8th  not- 
ches. One  may  be  said  to  bf  scant,  the  other /wi/. 
The  influence  of  varying  lead  is  not  however  so 
influential,  in  varying  the  length  of  admission  of 
steam  against  the  back  of  the  piston  before  the 
end  of  the  stroke,  as  is  varying  travel.    On  the 

*  Exhausting  tiear  bo* torn  of  ^moke  box  into  a 
vertical  piix-  of'>«je  tboi  in dirtiueier,  rettghinj[  near 
•0  b*s^  of  chlum  -y 


8th  notch  of  the  above  valve  gear,  with  full  34  inch  I 
lead,  steam  is  admitted  1  1-16  inch  before  the  end 
oif  the  stroke  of  the  piston,  being  nearly  1-21  part 
of  the  stroke.  On  the  6th  notch,  with  nearly  the 
same  lead,  and  but  %ths  inch  more  travel  of  valve, 
the  period  of  pre-admission  is  reduced  to  7-16ths 
inch.  Were  the  stationary  link  used,  and  a  con- 
stant lead  of  3^  inch  given  under  each  travel  of 
the  valve,  the  pre-admission,  under  4)^  inches 
throw  of  the  valve  would  not  exceed  f^  inch  of 
the  stroke,  whereas  with  the  present  lead  of  1-lCth 
the  i)re-admi8sioii  of  stroke  is  nothing. 

Ad- 
mission 

of 
Steam 


m 

Inches 

of 
Stroke. 
19  6-8 
18 
16 
14 

12  1-2 
11 

9  1-2 

8 


Opening 

of 

Steam 

Port 

in 

Inches. 


Square 
Inches 
Area  of 


DiametiT 
of 


P  o 


Circle 

of  equal 

Area. 


Opening.  ^  _  _ 

1  1-4  17  1-2  4  3-4  1-12 

1  1-8  16  3-4  4 1-2  1-18 

3-4  10  1-2  8  5-8  1-19 

9-16  7  7-8  8  3-16  1-26 

1--2  7  3  1-29 

7-16  6  1-8  2 13-16        1-33 

3-8  5  1-4  2  9-16  1-40 

6-16  4  3-8  2  3-8  1-46 

The  above  tabl»  exhibits  the  contraction  of  the 
steam  ports  on  the  higher  grades  of  expansive 
working.  Assuming  l-14th  as  the  proper  propor- 
tion of  steam  opening  to  area  of  piston,  a  propor- 
tion generally  allowed  by  engineers,  the  contrac- 
tion of  the  ports  on  the  shortest  travel  of  the  valve 
is  to  less  than  one-third  of  this  amount. 

With  the  double  induction  ports  and  gridiron 
slide  valve  which  I  have  arranged  for  the  link 
motion  the  area  of  opening  on  any  given  travel  of 
the  valve  is  doubled. 

Among  the  engines  owned  by  the  New  Haven  rail- 
road, lliere  are  no  freight  engines,  possessing  dis- 
tinctive features  as  such.  And  a  large  number  of 
the  engines,  such  as  No.  11  and  No's  14  to  20  in- 
clusive, although  of  first  class  construction  are  not 
adapted,  with  their  present  size  of  drivers,  to 
working  the  40  and  50  feet  grades  of  this  road. 
Their  adhesive  power  is  nearly  double  their  steam 
power,  under  ordinary  working  pressures  and 
ordinary  conditions  of  rails.  The  earlier  engines, 
having  the  same  sized  drivers,  have  since  been  cut 
down  to  about  5  feet  wheels. 

Nearly  all  of  the  earlier  engines  have  been  pro- 
vided with  equalizing  springs,  in  place  of  rigid 
equalizing  levers,  between  the  driving  springs, 
and  an  improvement  in  the  motion  of  the  engine 
is  found  to  be  the  result. 

The  condition  of  the  furnaces  shows  the  excel- 
lence of  the  material  used  in  their  construction. 
The  greater  part  of  the  furnaces  which  have  been 
in  use  since  1848  are  entirely  free  from  blisters. 
The  mark,  "Bowling"  is  generally  conspicuous  on 
the  furnace  sheets.  In  the  surveys  of  engines 
which  I  conducted  during  the  early  part  of  the 
present  year,  for  the  Boston  and  Lowell,  Boston 
and  Maine,  and  Fitchburg  raiboads,  almost  all  the 
furnaces  were  much  blistered.  These  were 
generally  of  K  '^^^^  ''"0°  of  ordinary  manufacture. 
The  water  at  many  points  of  the  line,  being 
brackish,  gives  some  trouble  with  the  tubas. 
Nearly  every  engine  has  a  copper  tube  sheet  at 
furnace  end,  by  which,  and  by  the  use  of  cast  iron 
thimbles,  the  bad  effecu  of  the  water  are  not 
manifested  lo  an  injurious  extent.  Th»  large  en 
{inet  bftve  brwii  tube*  j 


These  engines  are  all,  without  exception,  out- 
side connected. 

This  company  have  commenced  applying  the 
cast  iron  chilled  slip  tire  to  their  ballast  and  yard 
engines.  These  would  be  of  much  value  in  their 
adaptation  to  a  properly  constructed  engine  for  the 
freight  trains  over  this  road,  and  there  is  no  doubt 
that  they  will  be  adopted  for  this  service  at  an 
early  day. 

Reports  of  tbe  Departmenta.  '^  ^ 
Below  we  give  brief  abstracts  of  the  reports  of 
such  of  the  departments  as  {^resent  statistical  in- 
formation in  reference  to  the  revenues  of  the 
country,  or  to  the  several  branches  of  service  of 
the  general  government. 

REPORT  OF  THE  TREASLRY  DEPARTMENT. 

The  receipts  of  the  past  fiscal  year  were — from 
customs  S58,931 ,865 ;  from  public  lands  SI ,667,- 
086 ;  from  miscellaneous  sources  $738,624 , 
amounting  in  the  aggregate  to  $61,337,674.  The 
expenditures  amount  to  $54,026,848.  The  re- 
ceipts exceed  the  expenditures  by  S7 ,810,757. 
This,  together  with  the  balance  on  hand  at  the  be- 
ginning of  the  year,  makes  a  balance  of  $21,942,- 
802  on  the  30th  of  last  June. 

From  the  end  of  June  to  the  end  of  September 
the  receipts  were — from  customs  $19,618,822 ; 
from  lands  $1,489,562;  from  miscellaneous  sources 
$147,996;  amounting  in  the  aggregate  to  S21,- 
356,379.  The  expenditures  amount  to  $15,081,- 
384.  There  was,  therefore,  a  balance  remaining 
ill  the  Treasury  on  the  30th  of  last  September  of 
$28,217,888. 

The  Public  Debt  has  been  reduced  during  the 
year  to  $66,336,157  62,  as  follows  : 

Loan  of  1842 $6,872,136  64 

"     "1843 92,800  00 

"     "    1846 4,048,400  00 

"    "    1847 20,738,700  00 

"     "    1848 14,444,49180 

Texan  indemnity 4,887,000  00 

"  "  not  issued 6,600,000  00 

Debt  of  corporate  cities 24,000  00 

Old  funded  and  unfunded  debt 1 14,118  64 

Treasury  notes  outstanding 114,611  64 

$66,336,157  52 

The  resources  of  the  country,  the  Secretary 
thinks,  will  justify  the  application  of  fifteen  mil- 
lions more  to  its  reduction.  The  premiums  paid 
to  effect  its  purchase  have  varied  from  %y^  to  21 
per  cent. 

The  Imports  of  the  year  amount  in  value  to 
$267,978,647;  the  Exports  to  $230,452,250.  Thus 
the  imports  have  exceeded  the  exports  by  $37,- 
626,317,  an  excess  which  is  the  more  alarming 
from  the  fact  that  it  is  the  largest  that  has  occur- 
red since  the  financial  disasters  of  1836. 

Secretary  Guthrie,  however,  thinks  it  can  be 
explained ;  and  believes  that  "  a  fair  estimate 
for  profits  on  our  exports  and  the  freight  of  our 
vessels,  would  cast  the  balance  of  this  account  in 
our  favor,  without  estimating  the  money  brought 
in  by  emigrants,  rf  which  no  account  is  taken." 

It  is  recommended  that  certain  articles,  of 
which  a  list  is  given,  and  on  which  the  duties 
now  amount  to  eight  millions  of  dollars  a  year, 
be  hereafter  admitted  free.  These  are  principal- 
ly raw  materials  used  in  manufactures.  Silk, 
Coffee,  tin,  steel  and  hides,  and  watches  and 
wines,  are  the  most  important  of  them.  It  is  also 
recommended  that  the  duties  on  Salt  be  taken 
off.  The  fi.shing  bounties  imposed,  partly  on  ac- 
count of  these  duties,  it  is  also  recommended  to 
remove. 

The  tonnage  of  American  vessels  now  amounts 
to  4,470,010  tons.  This  isfan  increa.se  of  268,000 
tons  over  last  year. 

The  coinage  of  the  U.  S.  Mint  flrom  its  origin  to 
the  end  of  last  October  was  $870,008,192  60. 
The  gold  coinage  from  the  Ist  of  January  to  the 
Slst  of  October  was  $46,998,945  60;  and  the 
ttUvev  oo1q«|«  87.M6,225.    During  the  last  four 
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jeun  $186,872,095  78  has  been  added  to  the 
gold  and  silver  coin  of  the  country,  beaidea  what 
haa  been  brought  by  immigrants. 

The  Branch  Mint  at  San  Francisco  will  be  in 
working  order  by  the  1st  of  February  ;  and  will  be 
capable  of  turning  out  $30,000,000.  An  Assay 
Office  has  been  leased  in  New  York  for  two  years, 
with  the  privilege  of  purchase. 

KGPORT   OP   THE    DEPARTMENT    OK  THE    INTERIOR. 

During  the  year  the  survey  of  the  publia  lands 
has  been  steadily  prosecuted,  large  bodies  of  new 
lands  brought  inte  market,  the  wants  of  the  emi- 
grant fully  met,  and  choice  selections  offered  to 
the  pioneer. 

The  land  system  is  nearly  correct  in  principle. 
Its  details  need  but  litte  modification.  During 
the  year  9,819,411  acres  have  been  surveyed,  10,- 
863,891  acres  brought  into  market,  and  1,083,496 
acres  sold.  The  number  of  land  warrants  issued 
up  to  the  80th  September  last  was  266,042,  of 
which  there  were  then  onistanding  66,947. 

The  entire  area  of  the  public  domain  is  estim- 
ated at  1,584,000,000  of  acres.  Its  pnrchase  was 
effected  at  »h3  rate  of  14  41  cent  per  acre,  amouni- 
ing  to  $67,999,700.  Add  the  Indian  reservation, 
valued  at  S4,250,906,  and  adding  the  cost  of  sell- 
ing lands  sold  previous  to  June  last,  the  entire 
cost,  excluding  surveying,  amoimts  to  $88,994,016. 
The  whole  amount  accruing  from  sales  up  to  June 
80,  1863,  was  $142,283,478,  being  $53,299,465 
more  than  the  cost  of  the  whole.  It  is  estimated 
that  the  net  amount  which  will  have  been  realized 
for  them,  is  the  sum  of  $331,181,369. 

The  policy  of  bringing  the  lands  into  market  at 
the  earliest  possible  day  is  urged. 

Early  attention  is  called  to  the  disposition  of 
the  mineral  lands  of  California,  the  unsettled  bu- 
siness of  the  pension  office,  and  the  frauds  upon 
the  same.  The  clerical  force  of  the  bureau  of 
patents  needs  to  be  increased.  The  Indians  have 
been  unusually  peaceful  through  the  year.  Their 
present  number  in  the  United  States  is  estimated 
at  400,000—18,000  east  of  the  Mississippi. 

POSTMASTER  GENERAL's  REPORT. 

The  whole  number  of  Post  Offices  in  the  United 
States  at  the  close  of  the  last  official  year,  ending 
June  30th,  1868,  was  23,320.  Of  this  number  266 
are  of  the  highest  class,  the  Postmasters  of  which 
are  appointed  by  the  President. 

At  the  present  date,  December  1,  1853,  the  total 
number  of  Post  Offices  is  22,688.  During  the  past 
year,  commencing  July  1, 1852,  1,898  Post  Offices 
were  established ;  479  were  discontinued ;  and 
there  were  appointed  to  office  during  the  said  year, 
besides  the  1,898  Postmasters  to  the  newly  estab- 
lished offices  aforesaid,  3,000;  850  upon  resigna- 
tion, 226  on  death,  182  by  change  of  site,  91 
where  the  Postmaster  had  moved  away,  and  2,321 
on  the  removal  of  prior  incumbent ,  being  8,567 
Postmasters  appointed  during  the  year  ending 
June  80,  1863. 

At  the  clow  of  the  fiscal  year,  ending  on  the 
30th  June  last,  there  were  in  operation  within  the 
United  States,  6,692  mail  routes.  The  aggregated 
length  was  217,743  miles,  5,583  contractors  em- 
ployed thereon.  The  annual  transportation  of  the 
mails  on  those  routes  was  61 ,892,542  miles,  and 
the  annual  cost  thereof  $4,496,968 ;  being  about 
seven  cents  two  mills  per  mile.  Of  these  61,892,- 
042  miles  of  annual  transportation,  12,986,705 
miles  are  required  to  be  perfomoed  on  railroads, 
at  a  cost  of  $1,601,321,  being  about  twelve  cents 
three  mills  per  mile ;  6,685,965  miles  in  steam- 
boats, at  a  cost  of  $632,868,  being  about  nine 
oent8  four  mills  per  mile;  21,330,826  miles  in 
coaches,  at  a  cost  of  $1,206,958,  being  nbont  five 
cents  six  mills  per  mile,  and  20,890,446  miles  in 
modes  not  specified,  at  a  cost  of  $1,055,313,  being 
about  five  cents  per  mile. 

The  expenditures  of  the  Department  during 
the  last  fiscal  year  were  $7,982,758.  The  gross 
revenue  from  all  sources  was  $6,840,724. 

It  appears  from  the  foregoing  statement  that  the 

gross  revenue  •  of  the  year,  ending  June  30,  1863, 

fall  short  of  the  expenditures  by  the  turn  of  $2,- 

042,082. 

$1,671,000  Of  tMs  dencl«&07  U  luppUed  by  tho 


balance  on  the  Auditor's  books  on  July  1,  1852, 
and  by  the  appropriations  to  supply  deflcincies, 
amounting  to  upward  of  $1,000,000,  leaving  $546,- 
000  to  be  provided  by  Congress  for  the  service  of 
the  year  ending  30th  June,  1853. 

The  following  is  a  summary  statement  of  the 
fiscal  operations  of  the  Post  Office  Department  for 
the  year  ending  30th  June,  1853  : 
Balance  to  credit  of  Department,  1st 

July,  1862 $843,394 

Total  receipts  in  fiscal  year,  includ- 
ing the  sum  of  $2,266,000  from  the 
Treasury  under  acts  of  Congress 
in  aid  of  the  Post  Office  Reve- 
nues  7,496,724 


>Pm—mf  of  tik* 


32 


70 


Total  apparent  revenue  for  the  year.  $8,839,119  02 
Expenditures  for  the  year 7,983,089  37 


Leaving  apparent  balances  to  credit 
of  Department,  1st  July,  1863 

From  this  should  be  de- 
ducted the  unavailable 
balance  from  late  post- 
masters, brought  for- 
ward from  report  of 
1851andl862 $113,242  63 

Deduct  also  amount  paid 
British  government  on 
account  of  postages  of  - 

previous  year,  properly 
chargeable  to  expendi- 
tures for  the  last  fiscal 
year 118.061  66 


$366,029  66 


261,803  19 


Leaving  as  the  ultimately  available 

balance 104,726  46 

Excess  of  expenditures  of  all  kind* 
over  the  revenues  of  the  year,  ex- 
clusive cf  the  balance  on  hand 
July  1,  1861,  and  the  amount 
drawn  from  the  Treasury  to  supply 

deficiency  of  revenue $2,742,364  67 

Thus  we  find  the  cheap  postage  system  creat- 
ing an  actual  deficit  in  the  revenue  of  the  depart- 
ment, of  neariy  $3,000,000.  The  last  cheap  post- 
age act  gives  postmasters,  in  certain  cases,  an  ex- 
tra commission  of  20  per  cent.,  which  costs  about 
half  a  million  per  year.  The  European  mail  ser- 
vice has  cost  immensely  more  than  the  receipts 
amount  to,  and  the  California  mail  service  costs 
two-thirds  more  than  it  pays.  Postages  on  news- 
papers under  last  reduction,  have  fallen  off  $400,- 
000. 

REPORT    OF   THE    SECRETARY    OF    WAR. 

The  authorized  strength  of  the  Army  is  stated 
to  be  13,821— officers  and  men;  but  its  actual 
strength  is  only  10,147.  Of  these  8,378  are  em- 
ployed on  the  frontiers.  The  concenti  ation  of 
force  on  the  Rio  Grande  frontier  was  required  for 
the  protection  of  our  citizens  against  the  incur- 
sions of  Indijins  from  Mexico,  and  for  the  enforce- 
ment of  our  treaty  stipulations  with  Mexico,  to 
prevent  Indian  invasion  from  our  own  borders. 
This  movement  has  restrained  present  depreda- 
tions, but  a  much  larger  force  is  considered  neces- 
sary to  secure  a  permanent  peace.  It  is  estimated 
that  1,600  recruits  will  be  required  for  the  service 
of  the  ensuing  year,  to  maintain  the  full  comple- 
ment of  rank  and  file.  The  strength  of  the  regu- 
lar army  is  generally  reduced  in  the  projwrtion  of 
nearly  one  fifth,  by  desertion,  debility,  death,  etc., 
but  chiefly  by  desertion ;  and  this  may  be  expect- 
ed to  continue  so  long  as  the  disparity  exists  be- 
tween the  pay  of  the  soldier  and  that  of  the  labor- 
er in  civil  life,  and  length  of  service  is  encouraged 
by  no  reward. 

The  average  annual  loss  to  the  army,  including 
discharges  by  expiration  of  service,  to  be  supplied 
by  the  enlistment  of  new  men,  is  3,692,  more  than 
one-third  the  whole  force.  To  obviate  the  em- 
barrassment resulting  from  this  state  of  things, 
the  Secretary  recommends  an  increase  of  pay, 
with  an  additional  increase  for  every  successive 
period  of  five  years  the  soldier  shall  remain  in  the 
Anny,  and  provision  for  proiootion  to  tlte  lowest 
(rad'eofofi^con. 


Vlrslnlm  Central  Railroad.- 
Blue  RldK«» 

The  Eastern  and  Western  divisions  of  the  Tlr- 
ginia  Central  Railroad,  now  separaUd  by  the  inter- 
vention of  the  Blue  Ridge  through  whch  a  tunnel 
is  making  for  their  ultimate  connection,  will  be 
connected  after  January  1864,  and  until  the  com- 
pletion of  the  tunnel,  by  a  temporary  track  across 
the  Rockflsh  Gap.  The  characteristics  of  the 
temporary  track  have  been  sent  us  by  Charles 
Ellet,  Jr.,  Esq.,  the  engineer  in  chief  of  the  Va. 
Central  Railroad,  and  are  as  follows : 

The  ruling  grade  of  the  road,  on  straight  Hnee, 
is  6  8  10  feet  in  100,  or  279  84-100  feet  per  mile. 

The  maximum  grade,  on  straight  lines,  is  6  6-10 
feet  in  100,  or  295  G8-100  fct  per  mile. 

The  minimum  radius  of  curvature  is  300  feet, 
and  this  limit  is  adopted  very  frequently.  The 
maximum  grade  on  such  curves  is  4  6-10  feet  in 
100,  or  237  6-10  per  mile. 

The  toUl  length  of  the  track ,  ftom  the  point 
where  it  leaves  the  State  road  on  the  eastern  side, 
to  the  summit  of  the  mountain,  is  12,500  feet,  or 
2,87  miles :  and  in  this  distance  an  elevation  of 
610  feet  is  overcome. 

The  toUl  length  of  the  track  from  the  summit 
of  the  Blue  Ridge  to  the  intersection  of  the  t«m- 
porary  track  with  the  State  road,  on  the  western 
Bide,  is  10,660  feet,  or  2,02  miles ;  and  the  track 
descends  in  this  distance  460  f«et. 

The  elevation  of  the  summit  of  the  mountain, 
in  Rockfish  gap,  where  it  is  crossed  by  the  tern-  ' 
porary  track,  is  415  feet  above  the  grade  of  the 
State  road  at  the  western  porUl,  and  471  1-3  feet 
above  the  grade  of  that  road  at  the  eastern  portal 
of  the  long  tunnel. 

The  tunnel  descends  at  the  rate  of  70  feet  per 
mile,  or  66  1-3  feet  in  its  entire  length  of  4,248 
feet. 

The  total  length  of  the  temporal?  track,  from 
its  intersection  with  the  State  road  on  the  we8t«m 
side  of  the  Blue  Ridge,  to  its  intersection  there- 
with on  the  eastern  side,  is  23,160  fet;t,  or  4,38 
miles. 

The  distance  along  the  SUte  road,  passing 
through  the  tunnel,  measured  between  the  same 
extreme  points,  is  18,608  ftet,  or  3,52  miles.  The 
loss  of  distance  in  crossing  the  mountain  on  the 
temporary  track,  comparwi  with  the  distance 
through  the  tunnel,  is,  consequently,  86-100th«  of 
a  mile,  or  4,642  feet. 

The  cost  of  this  work  I  estimated  at  350,000, 
over  and  above  the  value  of  the  materials  that 
may  be  used  again  when  the  completion  of  the 
State  road  will  enable  us  to  abandon  the  tempor- 
ary track.  But,  in  consequence  of  an  unexpected 
delay  in  completing  certain  cuts  and  embank- 
ments on  the  State  road  east  of  our  intersection 
therewith,  it  will  be  necessary  for  us  to  run  round 
these  impediments  likewise,  by  which  the  length 
of  the  temporary  track  will  be  increased  and  the 
cost  of  tlie  work  somewhat  enhanced. 

The  toul  length  of  the  temporary  track,  im  lud- 
Ing  the  portion  around  Robinson's  hollow  and  the 
rock  cut  cast  thereof,  and  that  around  tue  second 
or  middle  tunnel,  is  6,47  milei.»       . 

Mr.  Ellet  estimates  the  saving  in  transportation* 
over  this  track  above  tlie  expense  of  maintaining 
a  portage,  as  $123,332  per  annum  ;  and  allowing 
the  completion  of  the  tunnel  to  be  delayed  far 
three  years,  the  whole  saving  will  be  $370,000. 
It  is  presumed,  however,  that  the  completion  of  a 
direct  route  between  Richmond  and  Millboro, 
will  Increase  the  amount  of  travel  and  freight  to 
extent  of  at  lea*t  $165,000  for  three  years, 
making  the  whole  value  of  the  tem{>oiary  track 
$536,000. 

We  learn  from  Mr.  Ellet  that  the  work  is  nearly 
completed  and  will  be  op  ned  for  use  in  January 

next.    The  workiog  of  iach  »  road  will  bt  « 
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novelty  in  engineering,  while  we  have  no  doubt 
its  successful  operation. 
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•toek  and  Bloiiejr  Market. 

The  share  market  continues  without  material 
change.  There  is  but  little  activity  in  fancies. 
Nothing  will  be  done  in  those  till  after  Now  Feats. 
Premium  securities  are  pretty  firmly  held,  without 
much  movement.  Bonds  of  new  works  sell  slow- 
ly and  only  in  small  lots.  The  public  mind  is  too 
much  in  abeyance,  waiting  for  the  weekly  news 
from  Europe  to  allow  much  activity  of  any  kind. 
For  speculative  purposes  money  is  tight,  thoujh 
■uflSciently  abundant  in  the  ordinary  channels  of 
business. 

The  Michigan  Southern  and  Nurthem  Indiana 
railroad  companies  have  made  a  semi-annual  divi- 
dend often  percent  payable  on  the  3d  of  January. 
We  give  a  statement  of  thtir  business  for  the  aix 
months  ending  the  31st  inst : 

Earnings  six  months  (Dec.  being  esti- 

„™a^'^') $956,876  66 

Expenses    and  interest,  six    months 
(Dec.  being  estimated.) 552,716  10 


Net  profit,  six  months $404,160  66 

Add  surplus  July  1,  1853 103  307  16 


^^^.T?ta' $507,407  71 

OfTaividendlOpercont 280,000  00 


Leaving  a  surplus  of $226,707  71 

Equal  to  8  per  cent  on  the  capital  stock.  The 
July  dividend  was  7  per  cent,  making  17  per  cent 
for  the  year,  leaving  a  .surplus  of  8  |>er  cent. 

The  receipts  of  the  Xenia  and  Columbus  Rail- 
road for  the  twelve  mouths  ending  Isf  December, 

are «,;U7,067  16 

Expenses  estimated  at  40  per  cent. .      126,826  86 


$190,240  30 
Interest  on  bonds 73,-385  27 

Taxes   and  July    dividend,  (5  i)er 

cent.) $116,856  03 

Surplus  Income,  etc.,  1852 17,617  58 


December  dividends,  5  per  cent . 


$134,472  61 
•64,567  60 


Surplus ^  $69,905  11 

The  Bank  statement  for  the  week  ending  Dec. 
17,  was  as  follows : 

■  •      :  Dec.  17 

Loans 87,864,072 

Specie 12,166,020 

Circulation 8,939,830 

Deposits 58,312,470 


Dec.  lOj 

85,708,020 

12,493,709 

9,075,704 

57,830,010 


Infl  lane  polls  and  CfnelnaatI  Railroad. 

We  give  iu  another  column  the  recentexhibit  of 
this  company.  The  affairs  of  the  company  are 
shown  to  be  in  a  very  satisfactory  condition.  The 
earnings  for  the  fir^t  month  of  ius  operation  wtre 
nearly  $19,000,  and  increa.sed  at  the  rate  of  near- 
ly $1,000  per  week.  In  a  few  weeks  more  Uie 
Ohio  and  Mi-ssissippi  railroad  will  be  complete(|  to 
its  point  of  junction  with  the  ab  >ve,  which  will  add 
very  hirgely  to  its  receipts,  which  are  rapidly  ac- 


Atlantic  and  St.  Lawrence. . .  Maine 
Androscoggin  and  Kennebec. .      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H, 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .     Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma.ssachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stoningtoii R.  I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  "  . 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie)...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal ....  " 

Rens.seiaer  and  Saratoga....  " 

Rutland  and  Washington " 

Saratoga  and  Washington. ...  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster.  " 


S 


cumulating  from  local    sources.     The  road  bas 

made  one  of  the  most  snccfssfal  openings  of  any  ;  Philadelphia  and  Reading 

f  Oft4  iu  tUe  wc»: ,  I  PbUitil.,  Wpmiiif  toe  ai^d  i^<^tf 


H 


160 
56 
72 
51 
20 
93 
35 
64 
82 
24 
16 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
53 
69 
28 
52 
76 
42 
66 
20 
26 
45 
12 
77 
45 
156 
60 
40 
46 
72 
110 
60 
66 
61 
62 
65 
54 
91 
132 
69 
60 
47 
36 
464 
144 
130 
'  96 
604 
118 
86 
23 
26 
60 
41 
32 
89 
96 
66 
45 
31 
63 
66 
20 
86 
95 


« 

I 


o  3 

9  «> 


o 


1,638,100  2,978,700'  6,160^78 

809,8781  1,016,6001  2,064,458 

29 (,80  I  2,514,067 

123,884  1,459,384 

341,IOOi  713.605 

622,200  2,540,217 

none.  1,485,000 

720,900  3,002,094 


962,6211 
l,355,5tX) 

285,747: 
1,649,278; 
1,485,000* 
2,078,626 
3,016,634' . 

717,543  . 

600,<X)0' 


none. 


1,097,600; 
2,486,000 
8,500,000 
1,500,0<X) 
392,0i)0 


560,000 
2,429,100 


661,214 
1,400,000 

673,500 
1,746,516 
5,577,467 


a 


264,743 
140,661 
168,114 
208,669 
23,946 
150,538 
305,806 
287,768 
328,782 


3,600,00012,000,000 
1,600,000 


roo.ooo 


1,830,0001 
4,076,9741 
3,160,390 
4,500,000 

421,295 
1,691,100! 
2,860,000 
1,050,000 
3,640,000 

500,000| 

647,0161 
1,964,070! 

250,0001 
2,140,636 
1,134,000 
6,160, 

i,"467', 

922,600j 
2,360,000 


658,861 
3,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,636 


425,509 
687,000 


150,000 

390,000 

425,000 

171,800 

193,600 

600,000 

none. 

112,305 

none. 

819,743 

282,300 

none.  I 

l,001,500l 
171,210 

6,319,620 
467,700 
300,000 
600,000 
800,000 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,550,000 


1,995,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,060,000 
3,623,073 

620,475 
1,245,927 
2,293,534 

307,136 
3,203,333 
1,321,946 
9,953,759 

1,731,498 
1,400,000 
3,160,000 
2,600,000 
In  progres 
1,511,111 
4,978,487 


872,000 


1,380,610 

2,696,488 

2,550,500 

In  progres 

1,921,270 

In  progres 

582,4001  987,627 

400,000  1,070,786 

10,000.«K)0J  24,003,866133,070,863 

3,740,615  7, 046,3951 10,527 ,664 

4,725,260i   977,4631  6,102,935 

1,875,1481   516,246  2,446,391 

23,085,600: 10,773,823  33,859,423 

1,679,969^  2,969,760!  6,133,8.34 


132,646 


496,397 


Leased  to 
Recently 


388,108 
669,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
674,574 
164,230 

67,261 
322,218 
137,406 
218,679 
162,109 
1,339,873 
240,572 
263,690 


"IT 

fs 

55 


"-3" 

« 


113,620'none 
80,063  none 

100,652jnone 

I  6 

11,256  none 
79,669,Done 

141,8361  8  i 
56,266i 

163,076' 


6 
6 
6 
8 

none! 

none 

nonej 

266,589'nonei 


61,613 


the  Vt.  C  ent. 
opened. 


80 
30 
41 
97 
24 
36 

104 
48 
61 » 
89 

109 

21' 

83 

20 

14 

100 


none; 
none 


689,529 
329,041 
69,629 
114,410 
806,713 


130,881 
338,215 
227,434 
331,2961 

30,056 

72,028 
241,017 

99,689 
232,787 

43,950' 

23,416  none 
101,510inone 

24,-399  8 
18,648.none 
60,900  4 
683,1941  6  : 
110,892|.... 
139,514  6 

...:...  4  I 

294,269 10  I 
168,902inonej 
nonei 


97 
1 102 
!  88 
1021 

46 

65 

91 
106 

96 
117 

60 

90^ 

131 
61 
96 
66 
100 
66 
1181 


Recently  I 
267,661 
Recently 


Recently 


350,000 

174,042 

610,000 

860,000 

899,8(X) 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,4201 

2,197,840| 


201,600 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
660,000 


607,803 
849,776 
774,495 


76,760 

74,241 

3,537,766 

1,063,659 

681,446 

205,068 


7 

8  j 

nonei 

116,966  4  I 

nonei 

none! 


428,173 

opened. 

116,96 

opened. 

opened. 


39 
102 

62' 

68i 

86 

66 

130 


68 


480,137 

90,616 

Recently 

213,078 


39,360inoDe 

23,496  none 

1,691,623  7 

338,788,  none' 

324,494  6  \ 

44,070nonei 

I....J114 

195,847  none!  29 


781 
67 
65 
30 


48,609 
opened. 
96,737 


4     I 
none' 


70 


1,260,000; Recently  opened. 


1,832,946     173,645 
329,677  Recently 


986,106    1,600,000 


I 


1,043,367  Recently 
1,693,711  225,152 
4,327,4""  1  ^M8,385 
128,000  1,220,325  149,941 
3,245,720  603,042 
2,379,880:  260,899 
1,184,500        13,000    1,266,143|    118,617 

600,000 ;      750,000!Recently 

880,10a      713,227!  1,702,623    266,827>  i06,320j  8 
8,666,882 10,«T,800  17,141,987  2,480,626 1,261.9871  7 

m  ijmjm  H(^m  e,8i8^  mt^tm'  a^,6oi  6 


1.35,017none 

opened.   I 

opened,    none 

116,706^  8 

478,41810    I 
79,26a  7 

316,259110     ; 

124,740   8 

76,89d  6 

opened.  I . . 


80 
88 

92* 
146 

131* 


126 
62 

6U 
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:  v\r    \/                 f  Railway  Sbare  List, 

ComftUdfrom  the  Mrst  returns — corrected  every  Wednesday — on  a, 

par  valuation  o/  S 100. 

NAME  OF  COMPANY. 

i 

m 

1 

a 
1 

3 
& 

u 

4J 

1 

&3 
a  0 

0 

d 

1 

2 
*> 

0 

i 

OS 

1 

Pennsylvania  Central Penn.  250 

Philjidelphia  and  Trenton ....     "     i  30 

Pennsylvania  Coal  Co "     |  47 

Baltimore  and  Ohio Md.  1381 

Wa.shin^t^n  br.inrh                           "         SR 

9,768,156 

6,000,000 

13,600,000 

1,943,827    617,626 

•  •  •  • 

94 

lU2i 
57i 

9,188,300 
1,650,000 

9,827,123 

19,542,307 
1,650,000 

1,325,663 
348,622 
418,673 

616,384 
216,237 
162.536 

7 
8 

•  •  •  • 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..     " 

Rich.,  Fred,  and  Potomac " 

South  Side                                        " 

67 

66 

27 

64 

73 

22 

76 

62 

107 

60 

32 

161 

110 

140 

242 

In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2,100,467 

In  prog. 

In  prog. 

416,532 
2,965,574 

769,000 
1,372,324 

686,000 
1,000,000 
1,357,778 
1,400,100 
3,000,000 

180,000 
1,838,878 

173,867 
200,000 

"60V,666 
040,000 
446,036 

1,500,000 
120,000 

1,134,698 

227,693 

72,370 

t 

77 

70 

40 

100 

122,861 

254,376 
62,762 

74,118 
118,266 

none 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  .and  Raleigh N  .C. 

Pharlfitfji  anH  Hniifli   Parolina     R    C 

176,485 

74,902 

none 
Done 
12 
6 

61 

98 

•  ■  •  • 

•  •  •  • 

89,776 
610,038 

"153,898 

Greenville  and  Columbia " 

South  Carolina " 

1,004,231 
3,868,840 

300,000 
3,000,000 

In  prog. 

7,002,396 
In  prog. 

3,378,132 

1,000,717 

609,711 

7 

126 

Wilmington  and  Manchester.     " 

Georgia  Central Oa. 

Georgia " 

Macon  and  Western " 

191 

211 

101 

71 

60 

55 

93 

33 

88 

60 

80 

125 

38 

29 

65 

3,100,000 
4,000,000 
1,214,283 

306,187 

1,214 

168,000 

946,608 
934,424 
296,584 

'  129,395 

608,626 
456,468 
153,697 

*  71,636 

8 

•  •  «  • 

8 

115 

•  •  •  • 

100 

•  •  •  • 

•  ■  •  • 

1,596,283 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,830,960 

Muscogee " 

South  Western " 

586,887 

150,000 

AljkKoina  ATif)  T*pTir>pct<ipp  'R.ivpr    Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio                             " 

776,269 
879,868 
688,611 

400,000 

Montgomery  and  West  Point.     " 
Southern Miss 

178,642 

76,079 

8 

•  •  •  • 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga.  . .     " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Tjonisville  and  Frankfort                " 

835,000 
2,093,814 
1,430,160 

357,218 

541,000 
850,000 
900,000 

In  prog. 
In  prog. 
In  prog. 
684,902 

62 
80 

87,421 

44,260 



Maysville  and  Lcxiington " 

Cleveland  and  Pitlsburgh Ohio. 

Cleveland  and  Erie " 

In  prog. 
2,963,766 

100 
96 

136 
46 
61 
60 

1,239,460 

1,371,000 

194,429 

123,806 

6 

93 

Cleveland  and  Colxmibus " 

Columbus,  Piqua  and  Indiana.     " 
Columbus  and  Lake  Erie              " 

3,027,000 

408,200 

3,665,000 
2,000,000 

777,793 

488,454 

12 

124 

80 

Cincinnati.,  Ham.  and  Dayton    " 
Cincinnati  and  Marietta " 

2,100,000 

600,000 

2,659,653 
In  prog. 

926,000 
In  prog. 

321,798 

200,967 

.... 

106 
72 
80 

40 
20 
36 
81 
87 
84 
.... 
167 
67 

310,000 

660,000 

Recently 

opened. 

.... 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

60 

Greenville  and  Miami " 

Hillsboro " 

In  prog. 
2,634,157 
1,855,000 
4,110,148 

In  prog. 

Little  Miami " 

2,370,784 

900,000 

2,387,200 

626,746 

814,670 

10 

113 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...     " 
Ohio  Central " 

i, 000,66b 

1,767,000 

640,618 

113,401 

.... 
.... 

.... 

95 
90 
87 

•  •  •  • 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

187 

1,760,700 

2,460,000 

Recently 

opened. 

.... 

Ohio  and  Indiana "      

In  prog. 

1,317,140 

1,267,714 

In  prog. 
II 

II 

II 

In  prog. 

Scioto  and  Hocking  Valley ...    " 
Toledo,  Norwalk  and  Clcvel'd    " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

147 
64 
81 

552,000 
1,092,137 

8*60,666 
119,600 

Recentlv 
287,606 

opened. 
135,868 

u 

92 
116 

Indiana  Central "     ■ . . . . 

90 

116 

166 

77 

82 

70 

65 

108 

Indiana  Northern "      131 

Recently 

opened,   j . . . . 

Indianapolis  and  Bellefontaine    "     ;  83 

Lawrenceburg  and  Ind "        90 



Recently 
616,414 

.... 

opened 

Madison  and  Indianapolis " 

Peru  and  Indianapolis " 

88 
40 

1,650,000 

760,000 

2,400,000 
In  prog. 
1,363,019 

268,076 

10 

Terre  Haut«  and  Indiana{)olis     " 
Chicago  and  Misiiissippi " 

72 

632,387 

663,100 

106,944 



71.446 

4 

135 

2,46o,66() 

4,000,000 

4,600,000 

'  ' 

"" 

Illinois  Central "     

186 

122 
126 

Galena  and  Chic/tgo " 

92 
815 
282 

II 

1,982;  361 
2  800000 

600  000  In  proe         473  548'    286  152 

Michigan  Southern Mich 

<2  AOO  (YkO    fi  i90  CtlA!    &Qaifi7     009  AAA 

•  •  •« 

1 

Michigan  Central '• 

4,000;000  4;067|896'  i^filim 
1,000,0(K)J   60IA   jlDi^roBTM 

• 

Pftcliic M...r*i«.MMa 

B*C«bU^ 

»p4»M4i 

it*«lfff« 

Bniralo  «nd  Brant  ford  Railroad. 

This  road  connecting  Bufialo  with  the  Southern 
peninsula  of  Canada  and  by  which  the  trade  of 
that  most  fertile  portion  ol  the  Province  will  be 
opened  to  that  city,  was  put  in  operation  on  tL« 
20th  instant.  At  a  point  near  Brantford,  Canada 
West,  this  road  will  intersect  the  Great  Weetero 
Railway,  which  is  now  nearly  finished  to  Detroit 
River,  thus  giving  Buffalo  a  verj-  direct  land  com- 
munication with  Detroit  and  Central  Michigan. 
The  Buffalo  and  Brantford  road  however  will  l« 
extended  from  Brantford  Northwest  to  Godcrich, 
on  the  Eastern  shore  of  Lake  Huron,  by  a  route 
varying  but  slightly  from  a  direct  line.  It  is 
understood  that  the  work  on  this  portion  of  the 
line  is  now  to  be  pressed  forward  with  all  prac- 
ticable speed  and  when  completed  this  line  will 
shorten  the  travelled  distance  to  Lake  Superior 
about  one  hundred  and  sixty  miles,  and  the  tim'i 
about  twenty  hours.  This  will  be  of  much  im- 
portance to  the  great  tide  of  travel  which  will 
set  in,  toward  the  iion  and  copper  regions,  upon 
the  completion  of  the  Ship  Canal  around  (he 
Falls  at  the  Sault,  Ste.  Marie,  and  which  will  be 
about  tlie  same  period  with  the  completion  of  the 
Godcrich  Extension  of  the  above  road. 

We  arc  glad  to  sec,  as  we  do  by  the  BnSalo 
Coiiimcrcial  Advertiser,  that  the  Company  have 
spared  no  expense  in  obtaining  the  right  kind  of 
a  Ferry  Boat  to  connect  the  road  with  the  City  of 
Buffalo  across  the  Niagara  River.  A  new  boat, 
equal  in  every  respect  to  the  New  York  ferry 
boats,  has  been  constructed  in  Buffalo  expressly 
for  this  purpose.  One  novel  feature  in  the  Inter- 
national, as  she  is  named,  it  that  of  her  being 
propelled  by  a  screw  wheel ;  an  enormous  one  of 
seventeen  feet  diameter;  which  is  worked  by  a 
locomotive  engine  of  450  horse  power,  33 j^  inch 
cylinder  and  capable  of  making  55  revolutions  per 
minute.  Although  a  screw  dees  not  strike  us  as 
being  exactly  the  best  mode  of  propelling  ferry 
boats,  especially  where  the  trips  iire  short;  un- 
less they  can  be  so  arranged  as  to  propel  the 
boat  across  the  stream  and  return  without  turning 
round  ;  we  hope  this  will  succeed  according  to  the 
expectations  of  the  Company.  This  is,  however, 
an  important  matter  as  a  question  of  time,  of 
which  it  takes  considerable  to  wind  a  boat — very 
frequently  as  long  as  to  ride  ten  miles  on  a  rail- 
way.— The  Inftrnatiitnal'n  167  fbet  long  on  deck, 
has  30  feet  beam  and  10  feet  hold.  The  Niagara, 
at  Black  Rock,  is  seldom  closed  by  ice  of  suffi- 
cient strength  to  impede  the  passage  of  a  power- 
ful boat,  owing  to  the  strength  and  rapidity  of 
its  current,  and  yet  it  is  so  far  above  the  Falls — 
20  miles — as  to  preclude  the  possibility  of  danger 
trovck  them  in  case  of  accidents.  The  fact  that 
the  InUrnational  has  been  constructed  and 
furnished  throughout, — hull,  machinery,  f ami- 
tore,  and  decorations, — by  Buffalo  mechanice,  j 
speaks  highly  of  that  point  as  a  place  of  manu- 
factures. , 


LocomotlYe  Engines  for  Sale. 

TWO  first  class  engines,  adapt<^  to  a  5  foot, 
gauge,  22  tons  weight,  16  -f  20  inch  Cylinders, 
and  6)^  and  6  feet  drivers,  built  by  one  of  the  be?t 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  office  of  Am*ricMi  Kailr<Mul  Jooriwl, 
9  6t)ruce-8t.,  uu  tUlrfi, 
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Erie  Rallro<id« 

We  bar*  be«n  spoken  to,  complainlDglj,  by  a 
friend  in  reference  to  one  or  two  matters  in  oar 
notice  of  the  late  report  of  this  company,  in  otnr 
last  number.  The  ground  taken  was,  that  the  re- 
port being,  in  some  important  particulars,  full  and 
satisfactory,  it  should  be  received  as  an  amnesty 
for  past  offences,  and  that  baring  in  the  main  ac- 
complished the  objects  of  our  recent  criticism  upon 
the  management  of  this  company,  we  are  now 
bound  to  speak  weU  of  the  manaeement  of  this 
great  work  in  which  the  public  are  so  deeply  in- 
terested. 

We  intended  no  offence,  nor  do  we  think  we  ex- 
posed ourselves  to  just  censure.  In  publishing  the 
present  construction  account  of  the  company,  con- 
trasted with  that  of  Uist  year,  we  unintentionally 
omitted  to  give,  as  we  should  have  done,  the  ex- 
planation for  tho  decreased  amount  set  down  as 
]»aid  out  on  account  of  interest  paid  onstock,  which 
was  as  follows : 

"  In  the  report  made  to  the  Legislature,  for  the 
year  ending  September  30,  1851,  this  amount  was 
erroneously  stated  as  S24,028,858  20,  whereas  it 
should  have  been  $23,049,386  26,  being  a  differ- 
ence of  $979,472  94.  The  error,  or  omission  arose 
from  charging  the  interest  paid  during  the  year 
1851  on  the  stock  and  debt  of  tho  company,  di- 
rect to  "Interest  Account"  instead  of  charging  it 
to  "Transportation"  or  "Net  Revenue"  Account ; 
and  reporting  the  gross  amount  of  interest  paid, 
instead  of  the  balance  of  interest.  The  above 
amount,  $979,472  94  being  the  balance  of  "trans- 
portation," or  net  revenue,  for  the  year  ending 
Sept.  30, 1851,  and  should  have  been  carried  to 
the  credit  of  "Interest  Account,"  before  the  books 
were  closed,  but  was  not  done  until  after  the 
report  for  1862  was  made,  thus  carrying  the  same 
error  into  the  next  report.  The  amount  reported 
for  1862  was  $27,651,206  71,  but  should  have  been 
$26,571,732  77. 

"The  total  amount  of  interest  paid  for  the  year 
ending  30th  Sept.  1851,  was  $1,266,676  67,  from 
which  should  be  deducted  the  net  revenue,  $979,- 
472  94,  leaving  a  balance  of  $286,102  73,  charge- 
able to  construction  for  interest  on  stock,  as  per 
terms  of  subscription,  the  road  not  having  been 
opened  to  Dunkirk  till  May,  1851 ;  and  interest  at 
the  rate  of  six  per  cent  per  annum  was  paid  on 
the  stock  up  to  July  1,  1851 :  from  which  time 
the  dividends  commence." 

In  the  table  published  by  way  of  contrast  to 
Hie  present  statement  of  the  company,  the  item  of 
$1,048,199  58,  for  passenger  and  freight  stations, 
buildings  and  fixtures,  was  accidentally  omitted. 
The  above  corrections  will  be  readily  made,  by 
reference  to  the  tables.  We  published  them  toge- 
ther a-*  a  vindication,  furnished  by  the  company, 
that  we  were  correct  in  refusing  to  receive  the 
statement  made  last  spring,  as  showing  the  true 
state  of  the  company's  affairs.  Wc  are  glad  they 
have  discovered  an  error,  which,  but  for  our  at- 
tack, as  it  is  called,  upon  the  company,  might 
have  remained  uncorrected  to  this  day. 

But  the  great  ground  of  complaint  is  thi 
as  it  is  termed  at  the  habits  of  the  company  of 
making  incorrect  statements.  A  slur  is  no  argu- 
ment, we  admit,  and  reflects  no  credit  upon  the 
person  making  it.  We  think,  however,  that  a 
more  particular  statement  of  facts  alluded  to,  will 
•how  that  the  remark,  though  m*de  without  r«- 

fiicUOO,  WM  OOt  out  of  plttCO, 


lie  sFur, 


We  commenced  the  paragraph  by  saying,  that 
the  report  does  not  show  what  has  become  of  the 
net  earnings  of  the  company,  stated  by  Mr.  Loder, 
in  March  last  to  have  been  $3,963,795  47,  up  to 
Sept.  30,  1852.  Now  so  long  as  a  road  is  in  pro- 
gress, and  a  portion  of  the  interest  upon  its  cost  is 
paid  from  capital,  and  when  a  portion  of  its  earn- 
ings goes  into  construction,  or  what  is  the  same 
thing  into  capital,  we  claim  that  the  directors 
should  charge  themselves  with  such  monies  as  well 
as  monies  received  from  stock  or  bonds.  We 
presume  no  one  will  deny  this  proposition.  We 
take  it  too,  that  an  interest  account  should  bo 
kept  and  published  while  a  read  is  in  progress,  if 
for  no  other  purpose  than  to  show  the  70^5  that 
have  been  paid.  Exorbitant  rates  may  impeach 
the  integrity  or  capacity  of  the  managing  parties. 
We  suggested  no  improper  use  of  the  money  re- 
ceived from  earnings,  only  the  propriety  of  show- 
ing the  uses  to  which  it  had  been  applied. 

By  turning  to  the  last  report  of  the  company 
for  the  years  ending  Sept.  30, 1852,  we  find  the 
following  statement  of  earnings,  expenses  and  in- 
terest, viz: 

1860— grosss  receipts $1,0C4,134 

Transportation 

expenses . . .  $518,412 
Interest 421,751 

940,163 

Surplus $123,971 

1851— Gross  receipts $2;W1,673 

Transportation 

expenses...  1,121,649 
Interest ..    918,716 

2,040,366 

Surplus $231,308 

1862— Gross  receipts $3,637,766 

Transportation 
expenses..  .1,871,168 

Interest 1,114,939 

Dividends 416,334 

3,402,441 

Surplus $136,825 


Total  net  earnings  for  three  years  ending 

Sept.  30, 1862 $490,603 

From  this  sum  should  be  deducted  $117,161  30 
balance  of  transportation  account  for  the  year, 
which,  by  reference  to  pagn  64  of  the  report,  it 
will  be  seen  the  company  charged  themselves  with 
it,  at  the  commencement  of  the  fiscal  year  just 
cloMcd.  Why  was  not  the  balance  reported  at  the 
close  of  the  previous  year,  credited  1  Or  rather 
why  was  not  the  accumulated  balance  of  three 
years,  amounting  to  $490,603,  credited  1  We  are 
not  raising  the  question  as  to  the  proper  or  im- 
proper use  of  this  money ;  only  that  its  applica- 
tion to  some  object  should  be  shown ;  a  matter 
we  apprehend,  very  few  persons  will  dispute. — 
"TransporUtion  Accounts"  for  1860  and  1851, 
similar  to  that  prepared  by  Mr.  McAlpine  for  1862, 
would  have  told  the  whole  stwy, — would  have 
substituted  facts,  where  we  are  now  only  left  to 
conjecture. 

Again  we  charged  that  the  acliud  earnings  of 
1852  fell  short  of  the  reported  earnings  for  the 
same  period,  leaving  an  inference  that  the  deficit 
or  a  portion  of  the  interest  and  dividends  was  made 
up  from  capital.  This  charge,  often  repeated  l»y 
us,  has  never  been  denied.  If  incorrect  entries, 
touching  one  point,  are  made  upon  tho  books  of 
the  company,  or  to  the  public,  the  inference  is, 
that  ethers  of  a  similar  character  may  be  made 
touching  other  points.  We  are  satisfled  that  the 
Sri*  road  dl(loot9»ro  $1,687,770  U  1852;  and 


as  evidence,  we  give  the  following  table  showing 
the  receipts  or  earnings  as  reported  by  the  compa- 
ny from  month  to  monUi,  for  1863,  and  the  actual 
receipts  or  earnings  as  stated  in  McAlpine's  report : 


Reported 

Earnings. 

1852— Oct.. 

$376,838 

Nov. 

.   848,562 

Doc. 

.   362,188 

1863-Jan.. 

.  304,164 

Feb.. 

.  308,588 

March  371,479 

April 

423,076 

May. 

.  389.412 

June. 

.  362,748 

July. 

.   332,069 

Aug. 

.   408.683 

Sep.. 

.  612  639 

Earnings 

I    "-'  ' 

as  stated 

1 

bv  Mr. 

McAlpine. 

Deficit.  Excess. 

$374,232 

$2,606 

340,983 

7,679 

346,174 

6,963 

263,398 

40,752 

■-      ■.: 

287,011 

21,576 

363,837 

7,642 

412,288 

10,787 

350,142 

39,269 

336,018 

26,730 

318,182 

13,886 

410,671 

.... 

6,988 

616,019 



8,379 

Total.... 4,488,380  4,318,962  176,784  10,367 
The  above  result  gives  us  one  of  the  habits  of 
the  Erie  company,  and  a  very  bad  habit  too !  A 
habit  which  was  practised  in  1851-2,  and  never  ful- 
ly corrected.  The  road  has  stili  the  reputation  of 
earning  a  much  larger  sum  that  year  than  was 
earned.  This  habit  Mr.  McAlpine  has  exposed, 
though  it  does  not  appear  to  have  been  coTected, 
not  from  his  fault,  however.  From  his  report  it 
appears  the  excess  of  eHruiogs  reported  by  the  Co. 
from  month  to  month,  to  the  daily  press,  exceeded 
the  actual  earnings  by  $176,784  89 !  That  up  to 
August  every  month  shows  an  excess !  That  in 
January  this  excess  is  fuUy  equal  to  twenty  per 
cent  of  tho  ichole  earnings ;  in  May  to  about  12 
per  cent ;  in  June  to  8  per  cent.  That  this  excess 
is  not  BO  uniform  in  its  character  as  to  indicate 
the  operation  of  some  general  loan  by  which  the 
whole  can  be  explained.  We  do  not  see  how  the 
over-statement  in  January  could  have  been  other 
than  desigjud.  January  is  the  poorest  business 
month,  and  the  ordinary  draw  backs  in  it  were 
undoubtedly  smaller  than  in  any  for  tho  year. 
The  inference  is  that  $40,000  was  added  as  a  stock 
jobbing-operation ;  that  it  was  a  regular  piece  of 
cooking.  So  too  with  the  excess  for  May .  We 
think  that  an  examination  would  show  that  a 
grand  "rally"  was  made  in  Erie  about  that  time. 
Should  the  truth  ever  come  to  light  will  it  not  be 
seen  that  the  earnings  for  August  and  September 
are  vastly  over-stated]  The  excesses  for  January 
and  April  were  $80,000,  and  why  Klionld  not  those 
for  August  and  September  be  $160,0001  The  pre- 
cedent is  good  for  this  sum.  The  necessities  of 
"operating"  parties  arc  undoubtedly  equally  great. 
With  uniform  experience,  and  a  most  powerful  in- 
terest &gA\asi  the  supi>osition,  is  the  inference  not 
irresistible,  that  the  reports  for  August  and  Sep- 
tember are  not  correct,  as  well  as  those  for  Octo- 
ber and  November  ?  Were  the  company  disposed 
to  state  correctly  the  earnings  for  October  and 
November,  they  have  not  had  time  to  determine 
the  amount  actually  earned.  To  pretend  to  give 
earnings  under  these  circumstances,  is  only  a  con- 
tinued attempt  to  impose  upon  the  public. 

Wc  trust  we  have  shown  we  have  not  dealt  harsh- 
ly with  the  Erie  company,  and  said  nothing  that 
is  not  justified  by  the  facts.  The  great  cause  for 
regret  is  that  fads  should  justify  our  censurep. 
But  while  we  have  no  desire  to  rake  up  the 
past,  are  willing  to  let  the  secret  history  of  this 
company  remain  a  sealed  book,  and  to  accept  the 
preeeat  report  aa  an  atooement  for  past  errors,  at 
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far  as  they  bave  been  corrected,  we  shall  by  no 
umads  accept  itnsan  excuse  for  abuses  that  are  still 
tolerated,  one  of  which  is  the  monthly  statement  of 
eamins;s  reported  by  the  company  to  daily  papers. 
Tkey  are  not,  and  never  hare  been,  correct,  as  the 
company  well  know.  In  the  first  place,  it  is  al- 
most impossible  to  make  up  the  accounts  so  as  to 
show  the  amount  actually  earned  for  one  month 
until  two  or  three  have  elapsed  after  its  close. 
Were  not  the  exaggerated  reports  for  January, 
April,  and  June  made  for  the  purpose  of  bolster- 
ing the  stock?  If  such  were  the  object,  how 
easy  would  it  be  to  exceed  the  fact  a  little.  This 
is  the  reason  why  we  have  objected  to  having  the 
mor«  important  places  in  the  company  filled  with 
parties  engaged  in  stock  siteculalions.  This  has 
been  the  evil  star  of  this  noblo  enterprize ;  the 
great  obstacle  in  the  waj'  of  its  success,  and  the 
great  stain  upon  it.s  reputation.  A  portion  of  this 
incubus  that  weighed  it  down,  was  thrown  off  last 
rammer.  It  apparently  wants  further  lightning. 
Let  the  directors,  most  of  whom  are  gentlemen  ol 
the  highest  respectability,  and  are  as  we  know, 
sincerely  desirous  of  having  the  work  conducted 
in  the  best  possible  manner,  clear  the  concern  of 
all  i)arties  who  have  other  objects  than  the  good  of 
the  road,  and  they  will  take  the  last  step  necessa- 
ry to  the  ftiU  success  of  their  road.  So  long  as 
they  fail  to  do  this,  they  will  find  their  management 
watched,  as  it  will  need  watching.  The  road  is 
doing  well.  Its  actual  earnings  appear  to  be  suffi- 
cient to  provide  for  all  the  demands  upon  the 
company,  and  pay  a  reasonable  income  to  the 
stockholders.  They  certainly  exceed  public  ex- 
pectations, and  bid  fair  very  rapidly  to  in- 
crease. 

In  the  mean  time  we  are  happy  to  bear  testimo- 
ny to  the  general  excellence  of  Mr.  McAlpinc's  re- 
port. Its  appearance  is  an  era  in  the  history  of 
the  company.  He  has  rendered  the  public  an  in 
valuable  source.  He  has  brought  order  out  of 
ebaos.  The  details  of  the  working  economy  of  the 
road  are  excellent  and  such  as  only  could  be  pre- 
pared by  a  master  of  his  art.  His  financial  state- 
ments will  serve  as  a  model  for  Aiture  report-s. 
But  there  is  still  work  for  him  to  do.  So  far  as  he 
has  gone,  he  has  done  admirably.  It  is  Ms  habit, 
to  do  well  whatever  he  undertakes.  We  hope  it 
will  be  long  before  the  Company  will  part  with  his 
services. 

We  hope  too  that  we  have  done  the  Company 
and  the  public  some  service,  though  in  a  different 
way.  Our  reward  has  been  a  plentiful  share  of 
abuse,  offset  in  part,  by  the  consciousness  that  we 
have  been  in  the  line  of  our  duty.  A  man  who 
tells  unreelcome  truths  must  not  expect  the  grati- 
tude of  those  to  whom  they  are  told,  however 
much  they  may  be  benefitted.  The  smoother 
path  and  more  profitable  course,  for  us,  would 
have  been,  to  have  followed  the  example  of  other 
papers,  to  have  puffed  the  Company,  and  tickled 
the  ears  of  the  public ;  and  when  the  catislrophe 
liappcned,  to  have  preserved  a  solemn  gravity,  till 
the  memory  of  our  previous  fooleries  Lad  been 
forgotten,  and  then  to  have  claimed,  that  the  re- 
sult "was  exactly  what  ire  h^d  expected^',  i 

Having  got  through  with  our  articles  upon  the 
Pacific  Railroad  we  shall  commence  next  week  the 
publication  of  the  more  important  portions  of  the 
Brie  Report,  with  the  tabular  itAtemeota  annex- 


Way    and   Through   E»riilng*    Compared. 

The  tables  annexed  to  the  late  report  of  the  Erie 
railroad  company  furnish  some  interesting  and  va- 
luable evidence  as  to  the  xvaoxxxxi  of  through,  com- 
pared with  wati,  business  on  railroads.  This  road 
is  eminently  regarded  as  a  through  pjissciiger 
route,  yet  although  we  find  the  number  of  niiles 
travelled  by  through  passengers  etjualled  just  one- 
Aa// the  miles  travelled  by  loai/  pjiaaengcrs ;  the 
gross  receipts  from  the  fonuer  w^cre  only  about  onc- 
thiril  the  receipts  from  the  latter,  and  the  net  re- 
ceipts only  about  one-eight  as  great.  The  follow- 
ing statement  will  show  the  proportion  that 
through  mileage,  receipts  and  expenses,  bear  to 
the  Kay  /ravel. 

Total  number  of  miles  travelled  by  passengers 
were  as  follows .;  , 

Through  mileage 36,202,000 

Way  "         62,280,861 


ToUl .....98,432,361 

Number  of  through  pa-ssengers 78,700 

way  "         1,075,737 


Total 1.154,437 

Total  receipts  from  through  passen- 
gers      $167,438  37 

Total  receipts  from  way  passen- 
gers    1,163,465  89 


Total Sl,630,904  26 

Cost  per  passenger  per  mile 1.128  cents. 

Average  distance  travelled  by  through 

passengers 460  miles. 

Amount  received  from  each  through 

passenger So  94 

Cost  per  through  passenger 619 


Net  am't  received  from  each  thro'  pass ....  SO  75 
Amount  received  permile  from  through 

passengers 1.29  cents. 

Net  receipts  from  through  passengers 

permile 167  cents. 

Expenses  of  through  passenger  trans- 
portation  $408,433  37 

Net  amount  of  receipts  from  thru^tgh 
passengers 59,025  00 


Total .» $467,457  37 

Average  amount  of  receipts  from  each  wav 
passenger ,'$i  08 

Average  distance  travelled  by  each  way 
passenger 68  miles. 

Average  amount  received  from  each  way 
passenger $i  Qs 

Cost  of  each  way  passenger 0  65 


Net  amount  received  from  each  way  passen- 
ger  $0  43 

Amount  received  permile  from  each  way 
passenger .'.1.86cent«. 

Net  amount  received  per  mile  per  pas- 
senger  741    cts. 

Expenses  of  way  transportation $700,899  89 

Net  roceiptJi     "  "  462,566  00 


$1,163,465  89 

Gross  amount  of  wav  eaniinj;s $1,163,466  89 

"  through        "   467,457  37 

Proportions  of  way  to  through  earnings. .  .2}4  to  1 
Proportions  of  net  way  to  net  through 
earnings 8telnearly. 

We  presume  tliat  it  costs  as  much  for  this  road 
to  move  a  (■hroush,  as  it  does  a  iray  passenger. 
Assuming  that  the  company  run  four  trains  each 
way  daily,  which,  we  lielieve,  is  the  fact,  Jind  one 
on  Sunday,  this  would  give  2548  through  trains ; 
and  thirty  through  passeojers  each  train  j  or  78,- 
700  in  the  whole,  ---,.>;:.., 


But  the  above  statement  does  not  fairly  pre- 
sent the  point  at  i.ssue.  .The  vay  business  comes 
to  the  company  without  expense  or  effort.  It  cost* 
nothing  to  secure  it.  Not  so  with  the  through  bu- 
8ines.«;  this  is  competed  for  by  numerous  other 
routes,  and  so  sharp  is  this  competition,  that  the 
Erie,  as  all  others  doing  n  tkrougk  business,  are 
compelled  to  have  runners  scouring  the  country 
in  every  direction,  and  agents  permanently  sta- 
tioned at  important  points,  from  which  the  road 
can  hoi)e  to  derive  any  business,  and  at  so  great 
a  cost,  that  we  have  no  doubt  that  the  through 
passenger  l)usine8S  of  the  Eric  road  for  the  past 
year,  has  cost  more  Uiau  the  whole  h%  come 
to. 

We  also  venture  the  opinion  that  since  the  open- 
ing of  the  road  the  entire  through  business  of  the 
Erie  road  h;is  cost  the  couijiany  more  than  the 
through  receipts.  Y<a  there  is  no  road  in  the  Uni- 
ted States  of  a  similar  character  that  is  supposed 
to  be  doing  so  large  a  through  business. 

We  give  the  above  result  of  the  operations  of 
the  Erie  road  more  for  the  purpose  of  enabling 
parties  who  are  in  various  parts  of  the  country,  eo 
eager  to  build  new  roads  to  connect  {toints  al- 
rea«ly  suflUciently  well  accommodated  in  this  par- 
ticular, to  save  a  few  mil'-s  or  minutes  to  the 
through  traveller.  If  the  roads  already  built  ac- 
commodate the  local  business,  an  expected  through 
trafic  can  never  justify  a  rival  work.  It  may  be 
laid  down  as  one  of  the  fundamental  principles  of 
railroad  economy,  that  a  road  dependent  upon 
through  business  never  pays,  a  principle  well  sus- 
tained by  the  experience  of  the  Erie  railroad. 

Direct   ParmUal  Coaneeting-Rort   for  L.f»e«. 
motlrcs. 

In  some  recent  engines  by  Wm.  Swinburne,  of 
Paterson,  N.  J.,  we  havo  noticed  a  form  of  main 
connecting  rod  wherein  the  strap  is  extended  at 
the  forward  end  and  connected  by  a  joint  directly 
to  the  parallel  rod.  This  description  of  rod,  ap- 
plicable only  to  outside  connected  engines,  pos- 
sesses several  advantages  over  the  ordinary  meth- 
od of  prolonging  the  crank  pin  and  attaching  the 
coupling  rod  outside. 

The  line  of  pressure  is  brought  directly  from 
the  piston  rod  to  the  most  remote  crank  pin,  with-  ! 
out  producing  strain  upon  the  intermediate  boxes,  j 
A  pair  of  brass  boxes  and  the  fitting  and  attend-  j 
ance  required  for  keys  is  saved.     The  vfeighis  of  \ 
crank  pins  and  of  the  p;irallel  connecting  rod  is  ; 
very  much  reduced,  and  their  disturbing  action  i 
consequently  diminished ;  it  being  well  known 
that  the  internal  disturbances  in  locomotives  are 
proportional  to  the  weights  of  the  reciprocating  and 
revolving  parts ;   and  that  these  dii^turbauces  are 
aggravated  by  a  removal  of  the  forces  from  the 
planes  of  motion  of  the  wheels. 

The  strains  on  the  crank  pins  are  also  reduced 
in  proportion  as  they  are  applied  nearer  the  face 
of  the  wheel,  and  in  reversing  suddenly  there  is, 
therefore,  less  danger  of  breaking  the  pins. 

The  slip  of  the  wheels,  coupled  by  this  connect- 
ion, doe  to  the  obliquity  of  the  main  connecting 
ro<l  at  half  stroke,  is  practically  nothing.  With 
a  connecting  rod  7  feet  long  between  centers  and 
having  the  joint  6  inches  from  forward  crank  pin 
the  slip  of  the  back  crank  pin,  with  a  11  inch 
crank,  is  1-20  inch,  producing  a  slip  at  the  peri- 
phery of  a  six  feet  wheel  of  about  1-6  inch,  which 
occurs  four  times  at  each  revolution.    XhUma/ 
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be  prevented   by  a  little   allowance   in  the  inner 
half  of  the  box  of  the  parallel  rod. 

The  joint  and  direct  rod  bare  be«D  often  vsed 
fbr  coaplinj;  three  or  more  pairs  of  drirers,  but 
not  until  recently  for  connecting  all  the  drivers 
with  the  piston  rod.  We  see  by  the  Scientific 
American,  that  J.  B.  Martin,  of  Coming,  N.  Y., 
has  applied  for  a  patent  for  the  latter  application, 
one  which  we  had  all  along  sspposed  was  first 
made  by  Mr.  Swinbome. 


Rival  Ro»da. 

In  many  portions  of  the  country,  parties  are  bu 
sily  occupied  in  getting  up  works  which,  to  a 
greater  or  less  extent,  must  share  a  business  al- 
ready enjoyed,  and  sufficiently  accommodated 
by  roads,  already  built  or  in  progress ;  rival  works, 
which  must  come  in  contiict  with  established  lines 
and  established  interests.  As  the  construction  of 
railroads  in  this  country  can  only  be  regulated  by 
appeals  to  self  interests,  and  to  the  sound  sense  of 
parties  engaged  in  their  prosecution,  it  may  bt 
well  call  attention  to  the  difficulties  that  riral 
works  will  be  certain  to  encouuter,  whicb  may 
require  sacrifices  much  greater  than  any  good  to 
be  obtained  and  may  even  involve  in  ruin  the 
parties  cotmected  with  them.  ^ 

No  road  of  any  considerable  magnitude  has 
been  constructed  in  any  part  of  the  country,  which 
has  not  taxed  the  means  of  thotse  building  it  to 
their  utmost  extent,  as  every  Railroad-man  will 
testify.  With  the  general  sentiment,  and  the 
united  efforts  of  the  community  in  their  fkvor, 
with  the  co-operation  and  good  will  of  capitalists, 
and  with  estimates  of  income,  and  which  no  one 
attempts  to  controvert,  it  has  required  the  greatest 
exertions  to  construct  our  best  paying  lioesi.  In 
many  cases  of  success,  one  straw  more,  would  have 
broken  the  cammels  back. 

If  such  be  a  correct  statement  of  the  diflScolties 
encountered  where  all  the  circumstances  con- 
spire to  a  favorable  result,  how  are  projects  to 
realize  success,  which  can  command  only  a;>^^ton 
of  the  means  of  the|communities  in  which  they  are 
located,  whose  construction  is  regarded  as  of  doubt- 
ful expediency  even  at  home,  and  which,  instead  of 
receiving  the  co-operalion  and  support  of  capita- 
lists, are  sure  to  meet  with  discouragement  and 
opposition.  Suck  are  the  adverse  circumstances 
with  which  many  projects  now  presented  upon  the 
public  will  have  to  contend,  and  which  mast  be 
fatal  to  their  success.  All  new  projects  are  here- 
after to  be  much  more  carefully  scrutinized,  than 
formerly.  Because  railroads  have  been  construct- 
ed with  apparent  ease  in  certain  parts  of  the 
country,  is  no  reason  why  this  should  continue  to 
be  the  case.  The  investments  that  have  been 
made  will  create  a  feeling  of  caution,  wherever 
a  road  has  the  look  of  being  a  rival  work,  it  will 
have  to  make  out  the  strongest  case  to  secure  for- 
eign aid.  The  feeling  is  general  that  their  construc- 
tion is  being  overdone  in  many  parts  of  the  coun- 
try. This  fact  should  by  steadily  kept  in  sight 
by  all  parties  undertaking  new  projects,  and  who 
may  in  any  contingency,  be  compelled  to  rely 
upon  aid  fVom  abroad.  Such  aid  will  not  be  given 
unless  a  most  satisfactory  rase  be  made  out.  Ca- 
pitalists cannot  fail  to  have  seen  that  in  many 
parte  of  the  country,  such  as  New  York.  Ohio  and 
Indlana.that  theBailroad  fever  has  reached  a  pitch, 
tbat  iboold  aU  tb«  icbemeit  propoMd  be  carried 
9ttt,  Km  U)flriUb)«  rum  oT  may  of  our  bNt  p*7ls| 


lines  will  be  the  consequence.  Monied  men,  if  they 
have  been  previously  chargeable  with  buying  with 
too  little  care,  will  for  the  future,  err  on  the  side 
of  caution,  if  they  err  at  all ;  and  will  wait  to 
see  how  their  previous  ventures  '^are  to  turn  out 
before  going  into  new  ones. 

This  is  not  only  the  wisest  course  for  capitalists, 
but  is  as  usef\il  to  our  own  people  as  to  them.  The 
true  test  by  which  to  determine  the  expediency  of 
a  road  is,  will  it  pay  upon  its  cost  1  Unless  this 
can  be  answered  in  the  affirmative,  the  project 
should  be  abandoned  just  as  certainly  aa  should 
any  other  non-paying  enterprize.  The  moment 
this  rule  is  overlooked,  we  are  afloat  without  chart 
or  compass.  A  road  which  threatens  seriously  to 
divide  a  traffic  accommodated  by  other  roads, 
should  be  discouraged,  on  the  ground  that  its  con- 
struction involves  twice  the  amount  of  capital 
needed  fbr  a  given  business.  A  road  that  reduces 
the  earnings  of  railway  property,  (its  own  includ- 
ed,) in  particular  districts,  below  the  ordinary 
rates  of  interest  is  not  needed,  and  should  not  be 
constructed.  The  very  fact  that  a  new  work  will 
so  reduce  the  earnings  of  other  roads,  proves 
it  not  to  be  required,  and  that  the  busi- 
ness upon  which  it  must  depend,  is  already  suffi- 
ciently accommodated  by  existing  lines.  We  ap- 
prehend that  capitalists  entertain  the  same  views 
that  we  have  expressed,  and  will  act  upon  them. 
This  is  one  great  reason  why  new  projects  find  so 
much  more  difficulty  in  borrowing]money,  now,  than 
formerly.  It  is  the  result  of  a  caution  growing 
out  of  previous  investments,  which  is  exercising  a 
most  wholesome  influence  in  checking  a  propensi- 
ty which  is  everywhere  manifesting  itself  to  rush- 
ing headlong  into  new  and  uncalled  for  pro- 
jecte. 

We  had  not  intended  to  have  made  any  direct 
application  of  the  above  remarks,  and  should  not, 
but  for  the  fact,  that  since  they  were  written,  we 
have  received  {torn  Ellwood  Morris,  Esq.,  a  copy 
of  his  report  of  the  final  location  and  probable 
cost  of  the  "  Cincinnati,  Hillsboro  and  Parkers- 
burgh  Railroad,"  made  by  him,  of  the  line  of  the 
above  Railroad,  from  Hillsboro,  the  present 
eastern  terminus  of  that  line,  to  the  Ohio  River. 
In  view  of  the  difficulties  encountered,  and  fVom 
the  fact,  that  oru  road  through  southern  Ohio 
would  accomplish,  substantially,  all  the  advanta- 
ges of  the  two  that  have  been  proposed,  Mr. 
Morris  recommends  a  consolidation  of  the  Hillsbo- 
ro with  the  Marietta,  and  the  construction  of  one 
road  for  all  that  portion  of  the  route  common  to 
both  lines. 

The  public,  we  presume,  are  well  aware  that 
two  lines  of  railroad,  known  by  the  above  titles, 
have  been  proposed,  and  are  in  progress,  from 
Cincinnati  to  the  Ohio,  both  having  very  nearly 
the  same  course  and  terminii,  and  both,  to  a  con- 
siderable extent,  rivals  for  the  local  business  of  the 
districts  they  traverse.  The  impropriety  of  the 
two  lines  has  been  felt  trom  the  first,  and  strong 
efforts  have  been  made  to  combine  them,  but 
which,  up  to  a  recent  period,  from  causes  to  which 
it  i.s  now  useless  to  refer,  have  been  unsuccessful. 
We  are  now  happy  to  learn  that  these  obsUcles 
have  been  removed,  that  the  consolidation  of  the 
lines  is  favored  by  the  stockholders  and  directors 
of  both  roads,  and  that  steps  are  iu  progress  that 
will  sooo  aooomplisb  ttie  propoted  moaaor*.  Fo^ 
tuMtaly,  th«r«  bM  b««Q  bai  liUl*  work  4om  UMt 


will  not  be  available  by  the  consolidated  line,  so 
that  nothing  has  yet  been  lost  but  time,  in  this 
most  important  project,  a  railroad  traversing 
southern  Ohio  fiom  east  to  west,  and  cutting  off 
the  great  bend  made  by  the  Ohio  River,  from  the 
mouth  of  the  Muskingum  to  Cincinnati. 

We  have  not  been  able  heretofore  to  speak  so 
well  of  either  of  the  above  projects  as  we  wished, 
as  the  divisions  which  prevailed  threatened  seri- 
ously to  injiu%,  what  otherwise  would  have  been, 
ik first  class  project.  We  know  of  no  road  in  Ohio 
more  called  for  than  one  through  southern  Ohio, 
in  the  direction  of  the  above.  It  would  have  no 
competing  routes  between  the  Central  Railroad  on 
the  one  hand,  and  the  Ohio  River  on  the  other , 
neither  of  which  can  be  regarded  as  such.  Pro- 
vided only  oTu  road  should  be  built,  we  know  of 
none  in  Ohio  possessing  more  substantial  merits, 
or  better  calculated  to  enlist  the  confidence  and 
secure  the  co-operation  of  capital.  In  addition  to 
an  excellent  and  highly  cultivated  soil,  southern 
Ohio  is  the  great  coal  and  iron  region  of  the  State, 
and  must  soon  become  the  seat  of  a  more  dense 
and  rich  population  than  any  other  part  of  it,  from 
the  numerous  industrial  interests  which  her  vari- 
ous resources  will  call  into  life.  Southern  Ohio 
already  numbers  some  of  the  most  enterprising 
and  thriving  towns  in  the  State,  capable  of  supply- 
ing a  large  trafic  to  a  railroad.  In  addition  to  the 
local  trafic,  it  would  become  one  of  the  most  con- 
venient routi^s  to  Cincinnati  for  the  great  eastern 
cities  of  Baltimore,  Philadelphia  and  New  York. 

We  have  for  some  time  past  foreseen  that  the 
consolidation  of  the  above  roads  must  sooner  or 
later  take  place,  but  we  fdared  it  would  not  be  done 
until  after  a  considerable  amount  bad  been  ex- 
pended upon  work  that  would  have  to  be  aban- 
doned. Both  routes  are  somewhat  expensive  for 
Western  roads:  the  Hillsboro'  route  vastly  the 
most  so.  Mr.  Morris  estimated  the  cost  of  the  ex- 
tension of  the  Hillsboro,  from  its  present  terminus 
to  Parkersburg,  119  miles,  to  be  $5,365,138,  or 
over  S43,000  per  mile.  Between  Hillsboro  and  the 
Ohio  nt7»«  tunnels,  of  an  aggregate  length  of  nearly 
8000  feet  would  be  required !  It  is  easy  to  see 
that  the  local  means  of  the  section  traversed  could 
never  furnish  a  sufficient  basis  for  a  work  of  the 
cost  of  the  above,  especially  for  a  work  immedi- 
ately in  the  vicinity  of  another  which  has  monop- 
olized the  local  means  of  the  country,  which  has  a 
stock  subscription  of  $3,500,000,  $2,000,000  of 
which  are  expended  in  construction,  which  occu- 
pies by  far  the  best  route  in  a  business  point  of 
view,  which  is  receiving  efficient  aid  from  power- 
ful interests  outside  the  state,  and  a  work  which 
the  public  believe  is  to  be  speedily  constructed 
whatever  may  be  the  sute  of  the  money  market 
Under  such  circumstances,  the  present  construc- 
tion of  the  Hillsboro  railroad  upon  an  indepen- 
dent basis,  is  impracticable.  Aid  fVom  abroad  is 
out  of  the  question.  The  city  of  Baltimore  which 
has  previously  favored  the  route  will  do  nothing. 
The  hands  of  her  citizens  are  already  so  full  that 
the  necessary  aid  to  the  Baltimore  and  Ohio  road 
has  had  to  be  given  in  their coryjora^  capacity.  If 
this  great  work,  the  pride  and  the  hope  of  that 
city,  cannot  enlist  the  private  means  of  its  citizens 
in  its  support,  what  can  be  expected  by  a  road  out 
of  the  state,  and  whose  value  is  remote  and  con- 
tinfoot.  The  Marietta  is  a  shorter  lioe  aitd  wlU 
etjUftU./  ft«comuo4at«  Saltiiqoro  ai  tbt  Hill«VorO| 
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and  that  city  is  not  going  to  aid  a  road  which 
would  neither  add  new,  nor  furnish  additional  ac- 
cumodations  to  a  business  already  enjoyed.  We 
regard  the  proposed  consolidation  of  the  above 
roads  as  most  fortunate.  It  is  a  result  that  neces- 
sity would  have  soon  forced  upon  the  Hillsboro 
line.  The  consolidated  line  will  give  to  Southern 
Ohio  all  the  railroad  facilities  required,  and  will  at 
the  same  time  form  an  attractive  inyestment  for 
capital.  It  will  constitute  one,  first  class,  instead 
of  two  second  class  roads.  We  are  happy  to  be  able 
to  aonouDce  the  probable  speedy  consummation! 
of  the  proposed  union,  an  example  which  we  hope 
always  to  see  followed,  uider  similar  circumstan- 
ces. 


Hollovr  Axles. 

We  would  call  the  attention  of  our  readers  to 
the  highly  interesting  paper  published  in  our 
number  of  the  26th  Nov.,  from  the  Civil  Engineer's 
and  Architects  Journal  for  Oct.,  1863. 

The  experiments  with  solid  and  hollow  axles 
are  of  the  most  interesting  nature  to  the  travel- 
ling community.  We  hope  manufacturers  and 
railroad  companies  will  look  into  this  matter. 

A  specimen  of  the  hollow  axles  are  now  on  exhi- 
bition at  the  Merchant's  Exchange.  • 


V  >  •-     Pop«l*tl«B  of  CUv«laad. 

The  census  of  Cleveland  has  just  been  taken, 
which  shows  the  following  result : 

Pop.  1850.  Pop.  1853. 

1st  Ward 7,837  6,896 

2d      "      6,390  10,277 

8d      ••      3,603  4,339 

4th     "      10,203 

Colored  Pop 211  406 


Ohio  City , 


17,041 
.  6,866 


31,219 
9,992 


23,400 


41,206 
23,406 


Increase  in  three  years 17,800 
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Ohl«  and  PcnnaylTanla  Railroad. 

The  exhibit  of  the  Ohio  and  Pennsylvania  Rail- 
road, which  we  give  to-day,  says  the  Pittsburgh 
Oazette,  presents  the  gratifying  fact,  that  the  re- 
ceipts for  eleven  months  of  the  present  year  ex- 
ceed the  estimate  of  the  Chief  Engineer  and  Su- 
perintendent for  the  whole  year.  The  estimate 
was  $600,000.  It  will  be  about  $670,000.  It  was 
estimated  that  $600,000,  after  deducting  expenses, 
would  pay  a  dividend  of  7  per  cent,  on  the  finish- 
ed portions  of  the  work.  The  estimates  are  made 
good,  and  a  surplus  of  $70,000  left.  The  result  is 
highly  honorable  to  the  discernment  and  financial 
skill  of  the  chief  officers  of  the  road,  and  is  cal- 
culated to  inspire  public  confidence  in  the  future 
of  this  great  work.  .  ^  .-^    •  /''r^: ;;:.'• 

Judging  from  the  past,  we  may  safely  calculate 
that  the  earnings  of  the  road  for  the  ensuing  year 
will  be  $900,000.  We  base  this  calculation  on  the 
fact,  that  the  company  have  had  the  use  of  the 
whole  road  only  about  seven  months  of  this  year 
— that  they  have  no  adequate  western  coimections, 
and  that  they  have  had  to  labor  imder  the  disabil- 
ity of  Inadequate  machinery,  etc.  If  under  such 
circnmstances  the  road  has  earned  $670,000  is  it 
too  much  to  expect  it  to  earn  $900,000  when  it 
shall  have  the  advantage  of  a  choice  of  routes  to 
Ciociaoati,  more  favorable  connections  with  botbj 


the  north-west  and  south-west,  and  when  the 
Pennsylvania  railroad,  having  tunnelled  the  Alle- 
ghanies,  and  done  away  with  the  inclined  planes, 
shall  be  able  to  accommodate  in  a  triple  degree 
the  trade  of  the  west  1  All  these  advantages  will 
accrue  to  the  Ohio  and  Pennsylvania  Railroad  in 
the  month  of  January.  The  most  timid  financier 
will  not  say,  in  these  circumstances,  that  our  esti- 
mate of  $900,000  is  too  high. 

The  road  has  cost,  includmg  its  stock,  boiMings, 
etc.,  nearly  $5,000,000— some  $150,000  less,  which 
will  be  absorbed  in  the  improvements  the  company 
is  now  making-  About  $2,000,000  of  this  is  in 
stock,  and  $3,000,000  in  bonds,  bearing  7  per  cent 
interest.  Allowing  $400,000  for  the  expenses  of 
working  the  road,  which  is  about  46  per  cent.,  a 
very  liberal  calculation  on  a  road  so  well  built 
and  favorably  situated,  we  have  nett  earnings  to 
the  amount  of  $500,000 — or  ten  per  cent,  on  the 
cost  of  the  whole  improvement.  The  bonds,  how- 
ever, only  have  7  per  cent,  interest,  and  will  ab- 
sorb $210,900,  leaving  $290,000  for  the  stockhold- 
ers, or  14>^  per  cent.  This  is  truly  a  flattering 
prospect,  and  it  is  as  sound  and  safe  as  flatter- 
ing. 

Office  of  the  Ohio  and  Penn.  R.  R.  Co.,  \ 
PMsburgh,  Dec.  8, 1863.  J 

Receipt*  in  November,  1863 $93,427  17 

1862 40,275  93 


Increase $33,151  24 

ReceipU  in  1863  to  Nov.  30th $604,128  86 

1862  to  same  date 281,263  92 


Increase $322,864  94 

The  receipts  in  eleven  mouths  of  1853,  exceed 
the  estimate  made  by  the  Superintendent  for  the 
whole  year,  which  was  $600,000. 

S.  W.  ROBERTS, 
Chief  EdgW  aud  Suplt. 

Jo«rMal   mt  Rallraod  I.avr* 

TAXJATION    OF    RAILROADS. 

The  Supreme  Court  of  Rhode  Island  has,  in  tha 
case  of  the  Providence  and  Worcester  Railroad  vs. 
Wright,  lately  declared  that  the  casement  of  the 
said  company  in  the  town  of  Smithfield,  with  ite 
right  of  way  and  accompanying  privileges  in  said 
town,  together  with  its  sleepers,  rails,  etc.,  are  to 
be  considered  as  real  estate,  and  that  the  same 
are  taxable  as  real  estate,  by  virtue  of  the  author- 
ity of  said  town. 

In  accordance  with  this  doctrine  is  the  subjoin- 
ed decision  of  the  late  Court  of  Chancery,  of  our 
own  State. 

Railroad  Companies  are  not  taxed  upon  their 
capital  as  personal  estate,  for  that  part  thereof 
which  is  invested  in  lands  over  which  the  road 
runs,  and  in  the  railways  and  other  fixtures  con- 
nected therewith ;  but  that  part  of  the  corporate 
property  is  to  be  taxed  in  the  several  towns  and 
wards  in  which  the  same  is  situated,  as  real  estate 
and  at  its  actual  value  at  the  time  of  the  assess- 
ment thereof.  Mohawk  and  Hudson  Railroad 
Company  vs.  Clute  and  others,  4  Paige,  884. 

The  capital  stock  of  a  railway  company,  which 
is  not  invested  in  its  railways  or  other  real  estate, 
is  to  be  taxed  as  personal  property  in  the  town  or 
ward  where  the  principal  place  or  office  for  trans- 
acting the  financial  business  of  tits  coBopany  is  sit- 
uated. ' 

Where  the  President  6(  a  railroad  corporation  I 
f^imishe*  the  statement  required  by  tJie  statnt*  to| 


be  delivered  to  the  assessors  of  tbe  town  in  which 
the  corporation  was  liable  to  be  taxed  upon  its 
capital,  but  by  mistake  of  law,  omitted  to  deduct 
as  a  part  of  the  real  estate  of  the  corporation  that 
portion  of  the  capital  which  wai-  invested  in  the 
railways  and  other  fixtures,  and  the  cori>oratios 
was  assessed  and  taxed  in  that  town  in  confurmr 
to  such  statement,  the  Court  of  Chancery  refuse^ 
to  restrain  the  collection  of  the  tax,  leaving  the 
parties  aggrieved  to  prosecute  at  law  for  the 
amount  which  they  had  erroneously  been  compell- 
ed to  pay. 
orakts  of  lands  borderino  on  hiuhways,  etc. 

The  following  has  been  declared  to  be  law  by 
the  Supreme  Court  of  Rhode  Island,  in  the  case  o 
Hughes  vs.  the  Providence  and  Worcester  Railroad 
Company. 

When  a  grant  of  land  in  fee  describes  the  prem- 
ises conveyed  as  extending  to  or  bounded  on  the 
highw^ay  or  river,  the  land  would  be  conveyed  to 
the  middle  of  the  highwa}'  or  river,  unless  some 
portion  of  the  deed  or  of  the  monuments  of  the 
land  should  clearly  manifest  that  the  intention  and 
understanding  of  the  parties  in  regard  to  the 
boundaries  of  the  premises  conveyed  was  different 
from  what  might  be  inferred  from  a  strict  con- 
struction of  the  language  employed  by  the  grant- 
er. 

THE    CONSTRCCTiON   OF    RAILROAD    CHARTERS. 

Where  the  charter  of  a  railroad  company  em- 
powers them  to  pass  over  or  under  a  road  and 
gives  the  town  Council  the  power  to  regulate  the 
mode  in  which  such  company  shall  efiect  the  pas- 
sage in  question,  they  are  not  justified,  so  far  at 
least  as  private  individuals  are  concerned,  in 
a<lopting  a  different  method  of  traversing  the  road, 
even  although  they  procure  the  consent  at  the 
town  Comicil  for  that  purpose.  If  in  consequence 
of  this  deviating  from  their  charter  private  indi- 
viduals suffer,  the  company  are  liable  for  damagei- 
Iq  the  case  of  the  Providence  and  Worcester  Rail- 
road, on  a  portion  of  the  route  the  level  of  the  rail- 
road was  8  feet  below  the  level  of  a  highway.  The 
company  left  an  open  space  over  the  highway, 
with  the  assent  of  the  City  Council,  who  changed 
the  course  of  the  highway  in  order  to  admit  of  the 
company's  adopting  that  method  of  passing  the 
highway.  T 

Hughes  vs.  the  Providence  and  Worcester  Rail- 
road Company.  Supreme  Court  of  Rhode  Is- 
land. 

RAILROAD   INJUNCTIONS. 

The  United  States  Circuit  Court  for  the  Western 
District  of  Pennsylvania,  on  the  17th  instant, 
granted  an  injunction  against  the  City  of  Erie  and 
others,  to  restrain  them  from  injuring  the  Erie 
and^North  East  Railroad,  and  from  interfering  to 
prevent  restoring  those  parts  heretofore  destroyed- 

The  United  SUtes  Circuit  Court,  Judge  Irwin, 
refused  the  injunction  of  £he  Cleveland,  Painsville 
and  Ashtabula  Railroad  Co.,  vs.  the  City  of  Erie 
and  others. 

We  have  not  been  able  to  procure  copies  of 
Judge  Irwin's  decisions  in  those  cases,  but  learn 
fVom  the  Pittsburgh  Inquirer  that  in  the  case  last 
mentioned  the  grounds  of  the  Judge's  decision 
were,  in  substance,  the  following. 

Ist.  Whatever  rights  can  be  claimed  in  this 
case  by  the  Ckveland,  Painsville  and  A.R.R.  are 
derived  from  their  agreement  with  the  I\ankiin 
Canal  Company,    whoM  rtprescDtatires  in  this 
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case  they  claim  to  be,  and  by  the  agrffment  in 
question  they  must  stand  or  tall. 

By  the  original  Charter  of  the  Franklin  Canal 
Company  they  were  authorized  to  construct  a 
canal  from  Franklin  in  Western  Pennsylviinia 
north-westerly  to  the  aoqueduct  below  Meadville. 
By  the  act  of  1849  the  said  Canal  Company  was 
authorized  to  make  a  railroad  and  to  vrnti  its  toiting 
path  as  the  bed  of  said  road.  It  was  also  author 
ized  to  extend  its  road  from  its  Northern  end  to 
Lake  Erie,  and  from  its  Southern  end  to  Pitts- 
burgh. Thus  (leflnitivs  starting-points  and  iter- 
minations  were  prescribed  by  the  Legisliiture  ami 
no  authority  whatever  was  given  to  the  Company 
to  commence  a  road  at  Lake  Erie  and  to  continue 
it  to  Ohio.  Uenc*  the  Franklin  Canal  Company 
have  if  regarded  as  principals,  constructed  a  road, 
not  chartered  by  any  Act  of  the  Legislature  of 
Pennsylvania,  and  the  alleged  rights  of  the  Cleve- 
land, P.  and  A.  R.  R.  Co.,  claimed  to  be  derived 
from  the  said  Franklin  Canal  Company,  are  wholly 
imaginary.  The  contract  between  these  two  Com- 
panies was  a  nollity,  and  wholly  failed  to  confer 
any  privileges,  for  the  reason  that  the  Franklin 
Canal  Co.  acted  without  legal  authority  in  regard 
to  the  construction  of  the  road,  and  had  no  privi- 
leges to  confer,  in  respect  to  it.  j 

Such  was  the  decision  of  Chief  Justice  Blacjk  of 
the  Supreme  Court  of  Pennsylvania,  when  this 
matter  was  submitted  to  his  judgment.  And  in 
regard  to  the  construction  of  State  Statutes,  the 
Federal  Courts  are  to  a  certain  extent  guided  by 
the  Courts  of  the  States  by  which  those  Statutes 
have  been  enacted. — 10/A  Whcalon,  14. 

2nd.  The  contract  from  which  the  supposed 
rights  of  the  Cleveland,  Painsville  and  A.  B.  R. 
Co,  are  derived  is  void  because  the  Fraikklin 
Cuial  Company  had  no  authority  to  transfer  its 
chartered  privileges  to  a  foreign  corporation. 

The  road  having  been  abandoned  to  a  cor|>ora- 
tion  chartered  by  the  State  of  Ohio,  if  such  aban- 
donment be  operative,  the  Franklin  Company  have 
freed  themselves  from  all  responsibility  in  respect 
to  their  road.  Whereas  the  ch*rter  of  the  Frank- 
lin Company  has  subjectod  them  to  certain  duties 
which  tliey  should  not  be  allowed  to  evade,  by  siib- 
stitnting  another  Company  for  themselves. 

The  Franklin  Company  is  bound  to  make  an- 
naal  returns  under  oath,  con.  imiug  its  financial 
condition.  How  can  this  be  done  when  their 
privileges  have  been  abandoned  to  another  com- 
pany 1  J 

8d.  Again,  the  road  which  the  Franklin  <t7om- 
pany  were  authorized  to  construct  wa%  according 
to  the  Charter  granted  by  the  Penn."«ylvania  Legis- 
lature, to  be  used  as  public  highway  by  those  who 
should  place  suitable  cars  thereon.  No  such  use 
can  be  made  of  the  road  when  controlled  l)y  a 
foreign  corporation. 

4th.  The  Charter  of  the'  Franklin  Company  jgave 
them  no  right  whatever  to  bring  their  contem|jlat- 
ed  road  into  connection  with  that  of  another 
State. 

Hence  the  Cleveland,  P.  &,  A.  R.  R.  Co.  now 
applying  for  an  injunction  against  the  City  of  Erie, 
in  order  to  prevent  them  from  removing  the  rails 
&c.  in  appertaining  to  the  railroad  in  question, 
mast  be  considered  as  mere  strangers  here,  having 
no  legal  claim  to  the  subject  matter  in  cootro- 
veny  ;  uot  having  satisfactorily  .shown  that  there 
}*  KXf  l«f  a)  foundation  for  tbeir  alleged  rights  by 


virtue  of  a  contract  with  the  Franklin  Canal  Com- 
pany.       ■'  ■  -     -    -••  .;^;"  sj:.-».^-^;  •;•.•;. :.:,     :: 

In  the  case  of  the  Erie  and  Iforfh-east  R.  R.  vs. 
the  City  of  Erie  we  trust  that  a  far  more  thorough 
and  more  satisfactory  examination  of  the  merits 
of  the  question  will  be  had. 

Taxable  Valve  of  Albany. 

The  assessed  value  of  Albany  for  1853,  is  re- 
tur  ued  as  follows : 
City  Real $16,307,666 

"   Personal 4,569,88'J 


S-20,877,555 

Albany  County  Towns  Real 10,664,680 

"      Personal 1,573.562 


12,128,142 


Total  County  of  Albany S-33,005,697 

ToUl  tax  paid   by  the  city  of  Albany 

in  1858 S240,712 

Do.  County  towns 79,822 


Total S320,634 


P.  J*  Tonrnadre, 

Chief  Engineer  Vicksburg,  Shreveport  and  Texas  R.R., 
VicksburK,  Misa. 


To  Liocomotive  Engine  Bull 
ders  and  Elng^ineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  pos.ses.sion,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orlean.s,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs 
and  were  erected  in  1848  at  a  very  heavy  expense 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.     They 
now   contain  a  new   and   powerful  Engine    and 
Boiler  and  sufficient  machinery,  say,  planing  ma 
chines — lathes — boring    machines,     blacksmith's 
tools,  &.C.,  &c.,   to  employ  100  mechanics,    and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessarj'  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Ojiclousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  alrea<ly  under  con- 
tract,— the  property  now  oflfcred  for  iease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  witli 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Eslablislimciit  and  prospect  of  remunerat- 
ing work  to  bo  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to  ' '  ' 

R.  B.  SUMNER, 
,  .ail.-  :  •  .'J  ».        No.  61  Camp  Street, 

New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  BiRSTew  &.  PopB,   Pine  Street,  N»w 
York.  ' 


Valuable  Works  on  Rail* 
roads.  Railway  Engineer- 
ing, Steam  i<}ngines,  &.e. 

LARDNER'S  RAILWAY  ECONOMY,  1  vol.S2  00 

THE  STEAM  ENGINE,  STEAM  NAVIGA- 
TION, ROADS  AND  RAILWAYS,  Ex- 
plained and  Illustrated  by  Dr.  LARDNER, 
8th  Edition,  revised  and  improved 2  00 

TREDGOLDON  THE  STEAM  ENGINE, 3 
vols.,  4  to.,  >^  calf 60  00 

TREDGOLD  S  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1  60 

PORTWINE   ON  THE   STEAM   ENGINE..      60 

BURGOYNE'S  ART  OF  BLASTING  ROCKS, 
QUARRYING,  &C SI 

TREATISE  ON  TUBULAR  AND  GIRDER 
BRIDGES 

BAKER'S  LAND  AND  ENGINEERING 
SURVEYING 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 

PRIDEAUX  ON  ECONOMY  OF  FUEL.... 

SEW  ELL  ON  STEAM  AND  LOCOMOTION 
Vol.  1 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 9  50 

GARRS  RAILWAY  LOCOMOTION  AND 
STEAM  NAVIGATION 1  76 

TRAUTWINE   ON    EXCAVATIONS   AND 

EMB.\NKMENTS 1  0(J 

Imported  and  for  sale  by  JOHN  WILEY, 

167  Broadway,  New  York. 
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N.  York  and  A.  Haven  K.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commenctng  Mottdaff,  May  9, 1868. 


m 


TRAINS  FROX  NEW  TORK.    |    TRAIXS  TO  HSW  YORK. 

T  A.  yL — Accommodatiua  to  5.30  A.M.— Special,  Trou  Port 

Nuw  Uavca  '  Cbeoter. 

8  A.  M. — ExprcbH  tor  Koeton,{5.00  A.)I. — Conunutation  fVoai 
■tuppins  at  Stam-j  New  Havea 

furd    and    Bridi;e-:6.16  A.M.— Accoounodatioa  fin 
port  I  Kew  HaveoL 

0.10  A.SL— Special     for    Port  8.15  A.BL— AccoiiiinoaaU«a  6n 

Chester.  New  Uavea 

ILSO  A.M.— Accoinnioilatiao  fi>r'9.35  A.M. — Express  (Vom  New 
New  Havea  Haven,  Stoppint(at 

81X)  P.M.— EipreRs    for    New  Bridgeport,      Nor- 


Uaven,  stopping  at 
Btainfurd,  Norwaik 
and  Uridgeport. 

4.00  P.M. — Accocnmodatioofor 
New  Haven. 

6.00  P.5L— Express  for  Boeton, 
stopping  at  N.  Ha- 
vea 

5.35  P.M.— ConirnutationforN. 


walk  and  Stamford. 

1-07  P.  II.— Boston  Exprose, 
stopping  at  Bridge- 
port, Norwaik  aoA 
Stamford. 

4.00  P.H— Special,  from  Port 
Cbester. 

4.00  P.M.— Acconunodatkn  ftn 
New  Haven. 


Havea 
0.80  P.M.— Special 
Chester. 


aSO  P.BL— Boston       IzprtM, 
tat    Porij  atopping  at  Bndf»' 

port,  Norwaik  and 
I  Stamford. 

GEOROE  W.  WHISTLER,  Jr.,  Sap>t. 
NetB  Haven,  May,  1853. 

Stuart,  Serrell  &.  Co., 

CIVIL   ENGINEERS,  'A .    ^  - ; 

Rooms  22,  24,  28  &:  2T, 

167  Broadway,  New  Torit. 
Charlss  b.  Stuart,  Edward  W.  Sbrrilu, 

Bahisl  Marsb,  Samurl  MoElrot. 


New  Works  on  Civil  Engineering. 

THE  7i^  Practice  of  la>ing  out  Circular  Curve*  fbr  Ralt- 
roadiL— By  Johk  C.  Traotwihr,  Civil  Engineer— 2nd  edi- 
tion In  pocke^l>ook  form. 

A  new  and  rapid  method  cf  Calealatlng  tb«  Cubic  Oonteots  of 
Exeayatkxia  and  Embankments,  by  ttie  aid  of  Diagrama.— By 
Joha  C.  Trantwine,  Civil  Engineer— with  10  Copper  Platw. 

Pilee  On*  DoOar  eMb— postage  on  the  Cnrrea  Three  Cant»>. 
and  ou  the  Sxeavrntioaa  and  Kmbankmeata,  Six  Oenta, 

Vorsatoby  WILLIAM  HAMILTOV, 

Hafl  er  tba  IraBklB  iMdtaliL 
Mayl^Utt.  —  ■  ■  • 
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£STABIiISH£D    1796. 
McAllister  8l  Brother, 
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OPTICIANS  and  Dealers  in  Mathematical  InatnimentR  at 
the  old  esublisbed  stand,  48  Cbeettnit  street,  Philadtf(4ilii, 
Pa.  Matheoiatlcal  Instruin(.'nts  separata  and  in  cases,  Protr**- 
tora.  Spacing  Dividers,  Drawing  Peoa,  Ivory  Scales,  Tape  Me«. 
auraa,  Salometera,  Spy  Oiaases,  Microscopes,  Spcotaclaa,  Hyv^^j 
drometcrs,  Platioa  Points,  Magic  Lantenia,  et«  .  et«  ,  etc. 

Onr  Illuetrated  and  priced  Cauk>gu«  i*  ftirautaed  on  appllw  ff* 
lion  and  sent  by  mall  ftee  of  oharae. 
/Tw.  W,  lil  '' 
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'  The  Mechanical  Engineering  department  of 

tbit  paper  will  be  under  the  charge  of  Mr.  Zerah 
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Railroad  to  Ute  Paelfle. 

We  concluded,  last  week,  the  publication  of  Mr 
Johnson's  articles  upon  the  subject  of  the  Pacific 
railroad,  with  the  exception,  perhaps,  of  one  or 
two  more,  which  may  be  added  ni  some  future 
time,  by  way  of  Appendix. 

There  can  be  no  doubt  that  Mr.  Johnson  has 
rendered  this  great  project  a  most  valuable  ser- 
vice. His  is  the  first  attempt  to  treat  the  subject 
in  a  logical  and  analytical  manner ;  to  collate  and 
compare  all  the  testimony  which  existed,  and  to 
present  the  re.ntiis  of  such  evidence  to  the  public 
So  fkr  as  such  evidence  exists,  he  may  be  said  to 
have  exhausted  the  subject.  HLs  articles  must 
take  the  place  of  the  absurd  and  extravagant  no- 
tices which  have  prevailed,  and  must  silence  the 
aonaeosical  gabble,  which  those  who  know  the 
least,  have  been  most  accustomed  to  indulge  in. — 
Just  In  proportion  to  the  miignitude  and  difficulty 
of  the  work,  have  politicians  and  inter^itteil  par- 
ties been  free  to  express  their  own  opinions,  and 
to  speak  as  authoritavely  as  if  they  were  experts  in 
the  art  of  railroadmg,  or  that  the  work  were  the 
pastime  of  a  day.  To  ask  the  opinion  of  such  men 
'  mpoD  the  subject  of  a  railroad  of  a  hundred  miles 
■t  in  extent  in  the  Stales,  would  be  to  strike  them 
H  doinb,  or  if  they  attempted  an  answer,  to  cover 
*  (ken  with  ridioole.    Upon  the  subject  of  a  railroad 


to  the  Padfif,  they  are  most  eloquent,  simply  be- 
cause a  knowledge  of  the  difficulties  of  the  work 
places  no  restraint  ui>ou  their  imagination. 

Mr.  Johnson's  articles  will  have  another  good  ef- 
fect in  calling  to  the  subject  the  attention  of  the 
engineering  profession,  in  which,  in  critical  and 
patient  research,  in  scientific  skill,  in  sound  judg- 
ment, and  in  a  thorough  training  in  his  profession^ 
he  occupies  the  very  front  rank  among  his  breth- 
ren. The  very  fact  that  he  has  put  his  reputation 
at  stake  in  the  discussion,  is  good  evidence  that  he 
has  thoroughly  considered  the  subject.  His  arti- 
cles therefore,  are  not  only  the  first  attempt  to 
discuss  the  subject  in  a  pro|)er  manner,  but  must 
be  considered  a.«i  going  far  to  settle  the  question  of 
route,  unless  some  important  additional  evidence 
be  thrown  upon  the  subject.  Assuming  that  no 
such  evidence  exists,  his  conclusions  appear  to  be 
uncontrovertible. 

We  believe  Mr.  Johnson  has  shown  the  con- 
struction of  the  above  road  to  be  much  less  diffi- 
cult than  it  has  been  supposed  to  be  by  the  en 
gineering  profession.  Certainly  there  is  no  difll 
culty  in  constructing  speedily,  and  at  moderate 
cost,  a  railroad  for  the  western  shores  of  Lakes 
Michigan,  and  Superior,  to  the  base  of  the  Rocky 
Mountains,  a  distance  of  some  1200  miles.  Within 
the  Stales    a  first  cla2>s    double  track,  railroad. 


Superior,  and  Lake  Michigan,  the  work  could  be* 
pushed  east  and  west  at  the  same  time,  which 
would  reduce  the  transportation  of  materitU  to 
about  200  miles  from  the  starting  points  ;  not  so 
far  as  many  of  our  roads  now  in  operation  have 
been  compelled  to  transport.  There  are  no  physical 
obst.-iclcs  to  prevent  the  construction  of  this  por- 
tion of  the  road  within  4  yearf ,  or  6  af  least,  afler 
the  commencement  of  the  work.  There  would  be 
no  difficulty  in  concentrating  and  maintaining  a 
sufficient  force  ui)on  the  various  parts  of  the  line 
for  this  purpose.  It  is  well  known  that  the  prairits 
maybe  converted intocui/ira/«ri  fields  by  the  use  of 
the  plough  only,  in  the  course  of  a  few  weeks  and 
be  made  to  produce  abundant  harvest  the^ri/  year. 
The  wholu  route  is  very  healthy,  and  suffidcBtly 
supplied  with  wood,  coal  and  water.  The  only 
problem  involved  in  the'construction  of  the  Eas- 
tern Division  ef  the  road,^i|i  that  of  means.  These 
provided  at  the  rate  of  $40,000  per  mile,  the  cars 
could  made  to  run  to  the  base  of  the  Ro<^7 
Mountains  within  four  years  after  striking  the  first 
blow.  Should  the  Western  Division  be  found 
equally  favorable,  the  mighty  work  of  a  railroad, 
connecting  the  Atlantic  with  the  Pacific,  could  be 
completed  in  the  period  of /re  years ! 

The  importance  of  such  a  work,   and  its  value 
to  this  country;    transcends  all  description.      It 


with  no  greater  physical  difficulties  than  would  I  would  become  the  route  of  commerce,  and  com- 
probably  be  found  on  tho  proposed  line,  could  be|mercial  intelligence,  for  both  hemispheres,  and 
built  and  equipped  at  a  cost  not  exceeding  $40,-  could  not  fail  to  make  New  York,  in  time  the  cen- 
000  per  mile.  The  route  is  of  the  most  favorable  t re  of  the  monied  oi>eration  and  commerce  of  the 
character.  The  great  obstacles  would  be  the  dis- world.  Only  a  few  years  would  elapse  before  it 
tance  of  the  seem,  fh>m  the  base,  of  operations, '  would  ehange  places  with  London.  The  infiaeBce 
and  the  expense  of  transporting  and  maintaining  of  .such  a  work  upon  ail  the  operations  of  bust- 
large  bodies  of  men  upon  various  parts  of  the  ness,  and  in  changing  the  r(>lalions  that  England 
line.  But  this  difficulty  is  by  no  means  so  great  now  bears  to  the  commercial  world  canitot  b« 
as  would  appear  at  first  sight.  Gov.  Stevens  de-jpiinted  by  the  most  sanguine  imagination, 
monstrates  the  fact,  that  the  Missouri  River  is  ^  Its  general  influence  could  be  hardly  more 
navigable  to  the  Orand  Falls  on  the  33d  parallel  marked,  than  that  upon  our  own  continent.     Its 


west  from  Washington,  and  as  the  road  would  fol 
low  the  Valley  of  the  River  for  nearly  one-half  of 
the  distance  from  Lake  Superior  to  the  Mountains, 
the  River  would  serve  as  a  convenient  medium  of 
maintaining  the  communication  with  so  much  of 
the  line,  and  allow  not  only  the  graduation  of  the 
road,  but  the  laying  of  the  superstruction  to  be 
going  on,  at  numerous  points,  at  the  same  time. 
From  the  great  bend  of  the  Missouri,  to  Lake 


Eastern  Division,  extending  from  the  shores  of  the 
great  lakes,  would  for  nearly  1200  miles  traverse  a 
region,  the  greater  paK  of  which,  is  prebably  not 
excelled  in  this  country,  in  its  adaptedness  to  be- 
come the  attractive  abodes  both  for  our  own 
people,  or  emigrants ;  a  region  almost  equalling  in 
extent  the  habited  portion  ot  the  cotmtry.  Towards 
this  region  is  the  next  tide  of  emigration  to  flow, 
and  with  the  assurances  that  it  is  soon  to  beoome 


834 


AM£RICA^     UAlLltOAD    JOURNAL 


the  route  of  a  railroad  to  the  Pacific,   overy  por-  j 
'  tioa  of  It  win  soon  bo  Bwarming  with  an  active 
and  enterprizirsg  population.    What  a  grand  mis-j 
sioa  is  here  before  us,   if  it  be  only  to  reclaim  a| 
wildomess.  and  make  it  the  abode  of  civilized  man.  | 
Hence  is  BuflBcient  niotire  for  the  immediate  con- 
ttructiou  of  the  I-Jus.crn  portion  of  the  road.  But 
a  railroad  crot«iiiug  the  continent,  and  uniting  the 
two  oceans,  is  a  still  grander  sclA^ioe ;  thej  ]^eat 
Epic  in  the  hi.itory  of  the  physical  progress  of  thfs 
country ;    thi-    greatest    achieveui«Dt    of    ]mman 
science  and  skiil.  to  bo  followed  by  the  grundest 


results. 


'.f 


I 


Report  or  tbe  Directors  of  tke  ft«\v  York 
and  Krie  ItAiiroafl  Compnuy  to  th«  aitocb- 
Uol«lera» 

The  operation  of  the  working  of  the  New  York 
and  Erij  railroad  for  two  years  after  the  comple- 
tion of  a  single  track  between  the  Hudson  and 
Lake  Erie,  was  mcetsary  to  place  so  extensive  an 
enterprise.,  in  that  degree  of  order,  wliieh  was  ne- 
cessary to  devtiloi>e  itH  resources,  and  to  establish 
its  business  connections.  ' 

The  termination  of  ibis  second  year's  operations 
is  deemed  a  fitting  occasion  for  reviewing  some- 
*  what  more  at  lengtli  than  has  been  ctislyaiairT,  the 
origin,  progress,  and  prospecis  of  the  wuik. 

From  a  coml>m.<»tiou  of  causes,  tl»e  New  York 
and  Erie  railroad  ia  regarded  with  more  general 
Interest  than  any  other  private  enterprise  in  the 
United  States. 

Its  great  length,  large  expenditure,  heavy  debt, 
and  its  immitise  and  rapidly  incrpa.sing  receipts 
have  attracted  the  attention  of  the  Statesmen,  the 
financiers,  and  the  merchants,  not  of  this  country 
alone,  but  of  Europe,  and  it  is  almost  universally 
coucoded  that  upon  its  ultimate  success,  the  fu- 
ture prosecution  of  other  great  line;*,  and,  to  some 
extent,  the  American  system  of  railroads,  will  ma- 
terially depend. 

The  largo  receipts  from  the  business  done  dur- 
ingthe  past  year,  as  well  as  tlje  continued  irtcrciwe 
of  that  busines'<  year  by  year  since  tbe  roarl  was 
opened,  in  succetwive  section:*  until  vs  final  e.xt<;n- 
■ion  to  Lake  Erie,  suritrised  the  friends  of  the  work 
nearly  as  much  as  it  did  those  who  regarded  it 
with  no  personal  interest,  or  who  had  formed  un- 
favorable opinions  respecting  it. 

The  general  prosperity  of  the  country  during  the 
la'it  three  years,  has  undoubtedly  been  one  of  the 
primary  causes  of  the  large  revenues  of  nearly  all 
of  the  completed  lines  of  railroad  ;*  but  there  is  a 
combination  of  circumstances  connected  with  this 
road,  which  does  not  exist  in  refwrence  to  any  of 
the  other  great  lines,  although  some  of  the  here 
fits  arising  therefrom  are  shared  by  one  or  more  of 
those  lines. 


*The  following  Lible  of  the  comi)aratlve  re- 
ceipts on  some  of  tho  principal  lines  of  i|ailroad 
for  the  month  of  ScpU-mber,  1852  and  18^3,  will 
serve  to  show  tbe  general  increase  of  the  Imsines.i 
of  the  country  : 
The  New  York  Central 

in  1852,  about Sii20,(X)0  in  lSo3,  S660,000 


The  Hudson  River ....      'J0,454 

The     New    York   and        ...^    . 
Erie,  (increase  37  per 
cent.) 375,176 

The  Pennsylvania  Cen- 
tral     109,441 

The     Baltimore     and 

Ohio 192.C-:5 


34,079 


Increase,    38    per 

•-cent 1,256,696 


Th«  Michigai.  Cen- 
tral     1.39,634 

The  Michigan  8«»uth- 
am 115.289 


k82,&99 
[l  98,401 


Increase, 
cent . . . 


49 


per 

.  . .  .S25J,923 


i|3&l,000 


It  has  no  ctimpetitoi  a,  andcApecially  no  compe- 
ting water  lines,  for  tho  greater  portion  of  its  bu- 
siueas ;  its  resources  are  larg  'y  increased  by  the 
contributions  of  ma»  trihuuiiy  ronds,  which,  like 
tho  country  it  penutintes,  ha.ve  had  n»0'..ber  direct 
outlet  to  market;  and  it  lies  in  the  direct  line  of 
UiCtfic^cst  tradu  a:id -Wtivel  which  exist  on  the 
continent,  with  its  termiiiusat  the  focus  of  that  trade. 

The  stock  and  bond  holders  of  this  company 
have  at  this  time  so  large  a  peamiiary  interest  in- 
veated  in  tbe  enterprise.,  ibafit.  isidectaed  iji^ort- 
ant  to  lay  before  them  and  the  public  a  brief  retro- 
spect of  the  pa.st  history,  the  present  condition, 
and  future  prospects  of  the  work. 

For  conv«aie^ce  of  n-fcjsnoe,  these  subjects  will 
be  examined -Vuder  tlie  following  general  heads :     • 
I.   The  liistoiy  of  the  iindeii.aking. 

If.  A  topograpimsal  desctiption  of  the  route 
and  the  obstacles  which  prevent  the  con- 
struction of  competing  lincii. 

III.  ItH  tributary  road*  4)Od  w«ter   lines  within 

and  beyond  this  State. 

IV.  The  resources  for  business ;  the  trade  of  the 

west,  and   the  portion  of  it  due   to  the 
New  Y'ork  and  Erie  Railroad,  from  its  lo- 
cation and  facilities. 
V.  The  character  of  th«»road  as  now  construct- 
ed, and  its  cost. 
VI.  An  analysis  of  its  present  business. 
VII.  A  comparison  of  its  busine.ss,  revenue,  and 
expenses,  with  that  ol  former  years,  and 
o(  other  roads. 
VIII.  The  organization  and   maaagem.;nt  of  the 
road. 
IX.  Its  financial  condition. 
X.  The  probable  future  revenues  and  expans- 
es. 

I.=THK    HISTORY    Or   THE    U>fDEaTAKl.\G. 

The  citi/.ena  of  the  Southern  Tier  of  counties  in 
this  State  co-operated  heartily  with  those  of  the 
central  counties  in  the  construction  of  the  Erie 
Canal.  Wlien  that  work  was  completed,  (in  1824,) 
their  attention  was  directed  to  the  opening,  from 
Lake  Erie  to  New  Y'ork,  of  some  better  thorough- 
fare than  the  common  roads  of  the  country  affordrd 
to  the  southern  portions  of  the  State. 

The  rugged  nature  of  tlie  country  rendered  ih  • 
construction  of  a  canal  leading  directly  to  New 
York  impracticable  ;  but  the  State,  soon  after  the 
completion  of  the  Erie  Canal,  commenced  the  con- 
strue; ion  of  the  lateral  canals,  connecting  with  the 
interior  lakes,  which  stretch  from  the  Central  to 
the  Southern  counties,  and  subsequently  the  Che- 
nango and  Genesee  Valley  Canals ;  the  former  of 
which  extends  from  tho  Mohawk  to  the  Susque- 
hanna, and  the  latter  nearly  from  Lake  Ontario  to 
the  Alleghany  River. 

In  1825,  the  Legislature  directe<l  a  survey  for  a 
State  Road  from  Lake  Eric  to  the  Hudson  River, 
through  the  southern  counties.  Several  conven- 
tions were  held  between  1826  iind  1830,  for  the 
discussion  of  the  question — firet,  of  a  State  Road, 
and  nub.sequently  of  a  railroad,  through  this  dis- 
trict. 

Application  was  made  to  the  Legislature  of  1832 
fur  a  charter  fo-  a  railroad,  which  was  granted, 
and  the  Act  iucorpor.iting  the  New  York  atul  Erie 
Ratlrua<l  Comp.iny  was  {>assed  on  the  twenty- 
fourth  of  April  of  that  year,  with  a  capital  of  ten 
millions  of  dollars,  with  power  to  construct  a  sin- 
gle, double,  or  treble  track  froui  New  York,  or 
some  eligible  point  in  its  vicinity,  to  Lake  Erie. 

During  the  year  1832,  Do  Witt  Clinton,  Jr.,  an 
Engineer  in  the  employ  ol  the  General  Government, 
made  a  survey  of  the  jiroposed  line  of  the  raihroad, 
and  copies  of  his  maps,  etc  ,  were  furnished  to  the 
company.  The  Legislature,  at  its  next  .session, 
amended  tbe  Act  of  l^M,  by  reqnirir  g  a  prelimi- 
nary subscription  of  ono  million  of  dollars  only, 
before  commencing  the  work.  In  July,  1833,  this 
amount  of  stock  was  subscribfd,  and  in  Augu.st 
tho  Conjpany  was  organized,  Eleazer  Lord  being 
elected  the  first  President. 

The  Legislature  of  1834  a|>iiropriate<l  fifteen 
thousand  dollars  for  a  survey  of  this  railroad,  ai4 
under  Uiis  Act,  the  Gorornor  appointed  Iteojamiu 
Wright  as  unginccr,  who  made  the  necessary  sur- 


veys, and  submitted  his  map,  estimatck  and  report 
to  the  Legislature  in  1835. 

Tho  company  v.a.s  r>.'- organized  in  that  year, 
aadrianiM  G.  liing  elected  President. 

Hfe  b^iks  of^>«ub$crii>tion  were  again  opened, 
anjf  Ru  <|^nountteabscribecl,  which,  togethw  with 
tkat  ^cMouslyAnide,  amounted  to  £;-i,362,]00. 

New  surveys  were  made  during  the  year  1835, 
and  in  November  contracts  were  made  for  con- 
stnioting^fcuy  miles  of  tbe  road  along  the  Dela- 
warail^er. 

The  gr'eat  6re  ia  tho  city  of  New  York  in  De- 
cember 1835.  rendered  many  of  the  subscribers, 
(who  were  chiefly  from  that  city,)  unable  to  make 
furtb^r  fjanments  on  their  snbstriptions  of  stock, 
an4  (^u^ielled  tho  company  to  suspend  its  opera- 
tions. 

The  Legislature  of  1836  granted  to  the  company 
a  loan  of  the  credit  of  the  State  for  three  millions 
of  dollars,  but  by  the  terms  of  the  Act,  it  was  un- 
available during  the  financial  embarassments  of 
that  and  the  following  year. 

This  act  was  amended  by  the  Legislature  ot 
1886,  and  under  its  requirement,"  portions  of  the 
work  were  placed  under  contract,  at  each  extrem  - 
ity  of  the  road. 

During  the  years  1838  and  1839,  the  work  waa 
prosecuted  in  Rockland  and  Grange  counties,  by 
the  aid  of  local  subscriptions. 

In  1810,  Mr.  Lord  was  again  elected  President, 
and  in  February  of  that  year,  the  Susquehanna 
Division  was  put  under  contract,  and  subsequently 
the  western  Division.  The  same  y«ar,  the  Legis 
lature  again  amended  the  Loan  Act,  and  in  Juno 
of  that  year,  the  company  purchased  th  -•  iron  re- 
quired for  the  eastern  Division,  on  favorablo 
terms. 

In  1841,  James  Bowen  was  elected  President; 
in  1842,  William  Maxwell ;  and  in  1843,  Horatio 
Allen. 

In  April  1842,  the  company  was  compelled  to 
place  its  affairs  in  the  hands  of  As.signees ;  but 
this  assignment  was  subsequently  pronounced  in- 
valid by  the  Supreme  Court,  and  the  Assignees 
re-conveyed  the  property  to  the  Company. 

The  Legislature  of  1843  passed  an  Act,  which 
was  intended  to  release  the  State  lien  on  the  road, 
but  the  object  was  not  attained  by  this  bill. 

In  1844,  Mr.  Lord  was  again  chosen  President, 
but  soon  afterwards  resigned.  The  Board  was 
subsequently  reorganized,  and  Benjamin  Loder 
was  chosen  President,  and  continued  in  that  ofiice 
until  June,  1853,  when  he  resigned,  and  Homer 
Ramsdcll,  the  present  incumbent,  was  elected. 

In  1845,  the  Legislature  passed  an  Act  releasing 
the  State  lien  and  authorizing  the  original  sub- 
scribers to  surrender  two  shares  of  the  old  stock, 
and  receive  a  certificate  of  one  share  of  tlie 
new.. 

A  new  subscription  of  three  millions  of  dollars 
to  the  Capital  Stock  of  the  company  was  obtained, 
and  its  affairs  were  placed  in  such  a  condition,  as 
to  give  assurance  to  the  friends  of  the  enterprise 
that  a  brighter  day  had  dawned  upon  it.  But 
whilst  this  period  may  be-regarded  as  an  epoch  in 
its  history — a  starting  point  from  which  the  work 
moved  forward  without  cessation  until  its  final  ac- 
complishment— its  progress  for  the  first  year  was 
slow,  and  the  financial  difiiculties  which  were  en- 
countered, were  such,  as  at  times  to  tax  the  skill 
and  energy  of  its  managers  to  their  utmost  capac- 
ity. 

Up  to  this  timo,  (1845)  but  little  practically 
seems  to  have  been  accomplished  ;  that  portion  of 
the  road  extending  from  Piermont  to  Middletpwu, 
a  distance  of  fifty  three  miles  only,  having  be^u 
brought  into  actual  nse,  and  seven  miles  of  this 
distance,  (from  Goshen  to  Middletown,)  having 
been  built  by  an  Association  to  whom  the  Com- 
pany was  still  indebted  for  its  construction.  The 
character  of  the  work  which  w;is  completed,  was 
such  as  still  to  require  a  very  heavy  exp<-nditure, 
to  render  it  safe  for  the  transaetion  of  business. 

Th«  question  of  location.  West  of  tlie  Shawan- 
gunk  Summit,  was  undetermined — Commiasiooers 
having  been  appointed  by  tbe  State  to  deUtrmiue 
tbe  route  to  bo  adopted-  The  Company  waather»- 
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fore  prevented  from  jjrosecutiiig  the  work  beyond 
that  point,  nntil  their  decision  was  reoeired. 

Ill  Octobtfr,  1840,  tlie  road  was  opened  to  Otis- 
villo,  a  dist;uice  of  sixty-one  and  a  half  mi'  is  from 
Picrmont,  and  soon  afterwards,  (theCommi:  louers, 
having  iu  th«  mean  time,  decided  against  the  fea- 
sibility of  the  route  through  the  interior  of  Snlliran 
county,)  the  Company  located  thvir  rr>ad  along 
the  Delaware  Valley,  and  placed  that  po  lioi.  of  it, 
extending  from  Otisville  to  Binghamton,  a  liis- 
tance  of  one  hundred  and  thirty-nine  miles,  under 
contract.  From  this  time  forward,  the  work  was 
prosecuted  with  great  vigor,  <ind  notwithstanding 
its  very  formidable  character,  being  by  far  the 
heaviest  and  most  expensive  section  on  the  whole 
road,  it  was  coiopleted  and  opened  to  Delaware, 
during  the  season  of  1846,  and  to  Binghamton,  on 
the  twenty-seventh  of  December,  1848. 

In  March,  1849,  the  Directors  made  their  Re- 
port to  the  Stockholders,  in  which  they  state  that 
there  had  been  expended  up  to  that  time  on  ac- 
count of  the  work,  $9,802,433,  assuming  the  a- 
moant  on  the  fourteenth  of  May,  1845,  (after  the 
release  of  the  State  line,  and  the  consolidation  of 
the  Stock,)  at  SI ,468,000. 

Prior  to  the  date  of  this  Report,  a  contract  had 
been  made  for  an  extension  of  the  Road  to  Elmira, 
upon  which  payments  had  been  made  in  the  se- 
curities of  the  Company.  These  payments  are 
not  included  in  the  above  statement. 

The  road  was  opendd  from  Binghamton  to 
Owego,  twenty-two  miles,  in  June,  1849 ;  from 
Owego  to  Elmira,  thirty-six  and  a-half  miles,  in 
October,  1849 ;  and  from  Elmira  to  Corning, 
eighteen  miles,  on  the  first  of  January,  1850.  The 
•T!Jewburg  Branch  (ninetocn  miles  in  length)  was 
also  opened  in  January  1850. 

An  address  was  presented,  by  the  Directors,  to 
the  Stockholders,  on  the  first  of  February,  1850, 
from'  which  it  appears  that  there  had  been  ex- 
pended, up  to  that  time,  the  sum  of  $14,428,891, 
in  the  completion  of  so  much  of  the  rojid  as  is 
above  described. 

The  road  was  opened  to  Homellsville  on  the 
twenty-third  of  September,  1850,  and  to  Dunkirk, 
on  the  fourteenth  of  May,  1851. 

But  a  short  period  Lad  elapsed  after  the  com 
pletion  of  the  first  track  to  Dunkirk,  beforo  it  was 
ascertained  that  the  rapid  accumulation  of  busi 
ness  on  the  eastern  end,  required  the  facilities  of 
a  second  track.  The  Directors  accordingly  placed 
the  work  of  the  second  track  Hnder  contract,  on 
that  part  of  the  Eastern  Division,  extending  from 
its  junction  with  the  Jersey  Boaid  at  Suffems,  to 
Delaware,  a  distance  of  fifty-six  miles,  and  also 
that  part  of  the  Delaware  and  Susquehanna  Divi 
sions,  from  Deposit  to  the  junction  with  the  Elmira 
and  Canandaigua  Railroad  :  All  which  has  since 
been  completed  and  brought  into  use,  except  thir- 
teen miles  between  Otisville  and  Delaware,  and 
fifteen  miles  between  Deposit  and  Susquehanna, 
both  of  which  will  be  completed  in  January 
next. 

The  saving  of  time  which  would  be  effected  by 
sending  the  passenger  trains  over  the  Bamapo, 
Paterson  and  Jersey  City  railroads,  induced  the 
Company  to  enter  into  an  arrangement  with  those 
Railroad  Companies,  to  relay  their  tracks  to  the 
same  width  of  gauge  as  that  of  the  New  York  and 
Erie.  This  wjis  done  on  the  Road  from  Suffems  to 
Paterson,  and  the  wide  cars  commenced  running 
thereon  in  October,  1852, 

The  line  between  Paterson  and  Jersey  City,  was 
completed  in  the  present  month,  and  the  trains 
now  run  without  change  of  cars  between  Jersey 
City  nnd  Dunkirk. 

In  this  connection  it  is  due,  that  proper  homage 
should  be  rendered  to  those,  whose  sagacity  origi- 
oated  the  work,  and  who  persevered  through  so 
many  diflScultics,  in  establishing  this  iron  highway, 
between  the  AtUmtic  metropolis  and  the  Valleys 
bf  the  Lakes— a  work  greater  in  its  extent  and 
cost,  thati  any  otl»er  enterprise,  which  has  been 
accomplished  by  any  private  Corporation,  or  by 
lUiy  Governmeni  in  America — exceeding  as  it  does, 
in  these  respects,  even  the  Erie  Canal,  ef  which 
the  Empire  State  is  so  justly  proud. 


At  the  present  i^eriod,  marked  ;is  it  is  by  the 
boldest  projects,  and  the  immense  expenditures 
for  railroads,  we  can  scarcely  realise  the  difficul- 
ties, which  were  encountered  during  the  progress 
of  this  work,  from  the  hesitation  which  capitalists 
felt  at  making  the  large  advances  of  money  which 
were  required  to  carry  it  forward.  Experience 
has  now  demonstrated,  that  no  more  safe  or  pro- 
fitable investmeut  can  b«  made  in  this  country, 
than  in  a  well  located  and  well  managed  rail- 
road. 

This  Company  struggled  through  periods  that 
many  other  similar  works  sank  under.  Even  the 
rich  and  powerful  State  of  New  York,  faltered  in 
the  completion  of  the  enlarg>  ineut  of  her  great 
Canal,  when  two-thirds  of  the  expense  had  l>een 
incurred  and  remained  unproductive,  although 
having  before  her  a  well  tried  experiment,  of  the 
original  work  producing  an  annual  return  of  over 
twenty-five  per  cent  on  its  cost. 

Onr  own  State,  which  should  have  extended  her 
aid  to  a  work,  which  has,  next  to  the  Erie  Canal, 
done  more  than  any  other,  tewards  developing  her 
resources  and  enriching  her  citizens,  has,  during 
its  progress,  embarrassed  the  operations  of  this 
Company,  by  imnecessary  legislation  and  inter- 
ference with  questions  of  locality  and  terminus, 
to  an  extent  which  has  rendered  valueless  her 
stinted  gratuity. 

A  neighbouring  State,  whose  citizens  have  in 
like  manner  been  enriched  by  the  construction  of 
this  road,  has  exacted  from  the  Company,  onerous 
conditions  and  tribute. 

II. TOPOGRAPHICAL    DESCRIPTION    OF     THE    ROUTE, 

AND    THE    OBSTACLES    WHICH    PREVENT   THE    CON- 
STRUCTION   OF    COMPETING    LINES. 

The  New  York  and  Erie  Railroad  extends  from 
the  Hudson  River  to  Lake  Erie. 

Upon  the  former  it  has  three  termini :  First,  at 
Jersey  City,  ouposite  the  city  of  New  York ;  sec- 
ond, at  Piennont,  where  it  is  also  connected  by  a 
ferry  of  twenty-four  miles  with  New  York  ;  and 
third,  at  Newburg,  where  it  is  cor.nected  by  ano- 
ther ferry  of  sixty  miles,  with  New  York. 

The  western  terminus  of  the  main  trunk  line  is 
at  Dunkirk,  on  Lake  Erie,  forty  miles  west  of  the 
city  of  Buffalo. 

Three  tributary  Roads  had  been  built  by  inde- 
pendent companies,  northward  from  the  main 
trunk,  giving  it  a  terminus  by  two  of  them  at  Buf- 
falo, and  by  the  third  at  Tonawanda,  Niagara 
Falls,  and  the  head  of  Lake  Ontario. 

Two  tributary  Roads  have  been  commenced, 
running  from  the  western  part  of  the  Road  south- 
ward,— one  extending  to  Pittsburg,  the  head  of 
navigation  on  the  Ohio,  with  lines  of  roads  leading 
to  Cincinnati,  Cleveland,  etc.,  and  the  other  lead 
ing  to  Erie,  on  Lake  Erie,  ninety  miles  west  of 
Buffalo. 

Other  tributary  Roads  intermediate,  runnmg 
both  northward  and  southward,  are  constructed 
or  in  progress,  which  will  be  alluded  to  in  another 
place. 

The  New  York  and  Erie  Railroad  passes  f^om 
the  valley  of  the  Hudson  River,  over  the  dividing 
ridge  between  it  and  the  Delaware  at  Otisville,  and 
descends  to  the  latter,  very  near  the  comers  of  the 
three  States  of  New  York,  New  Jersey  and  Penn- 
sylvania. It  follows  the  valley  of  the  Delaware 
River  to  Deposit,  and  crosses  the  dividing  range 
between  it  and  the  Susquehanna,  and  descends  to 
the  latter  at  Lanesboro',  and  continues  in  the  val- 
ley of  the  Susquehanna  aad  its  tributaries,  (the 
Ghemimg,  Tioga  and  Canisteo,)  to  HoraellsvUle ; 
thence  it  crosses  to,  and  follows  the  valley  of  the 
Qenesee  as  far  as  Belvidere. 


Delaware,  it  is  486  feet  above  tide,  and  at  Deposit 
it  is  997  feet.  At  the  summit,  between  Deposit 
and  Lanesboro',  the  road  is  1,366  ftet  above  tide, 
and  where  it  strikes  the  Stuquehanna  it  is  907 
feet ;  where  it  strikes  the  Chemung  it  is  806  feet, 
and  at  Hmnellsvilk',  (one  hundred  and  forty  miles 
from  Stisquehanua,)  it  is  1,139  feet  above  tide. 
The  summit  betweeen  the  Canisteo  and  Genesee  is 
1,760  feet ;  at  Phillipsville  it  is  1,369  fe«t ;  and  at 
Belvidere,  thirty-eight  miles  from  Hornellsrille, 
the  road  is  1,331  feet  above  tide.  " 

The  summit,  between  the  Genesee  and  Allegany 
Rivers,  is  1,677  feet,  and  at  the  latter,  the  road  ii 
1,418  feet  above  tide.  The  distance  from  Belvi- 
dere to  the  Allegany  is  twenty-nine  mile«.  The 
road  follows  in  the  Allegany  and  the  Little  Valley, 
for  sixteen  miles,  to  Bucktooth,  which  is  forty- 
five  miles  from  Dunkirk  on  Lake  Erie.  The  sum- 
mit, between  Little  Valley  and  the  Lake,  is  1,596 
feet,  and  at  the  Lake,  the  road  is  580  feet  above 
tide. 

From  the  Hudson  to  the  summit  of  the  Sha wan- 
gunk,  the  land,  though  broken,  is  very  fertile,  and 
sustains  a  dense  population.  Along  the  Delaware 
River,  it  is  mountainous  and  sparely  settled,  but 
the  lateral  vallies  are  productive,  and  extend  to 
the  fine  dairy  districts  of  Delaware  and  Sullivan, 
which  already  supply  the  road  with  a  large  and 
rapidly  increasing  trade  and  travel. 

Along  the  Susquehanna  and  its  tributaries,  the 
valleys  are  broad,  and  of  such  extraordinary  fer- 
tility, that  this  section  of  the  State,  had  attracted 
the  earliest  settlers  of  Western  New  York.  In  the 
Valley  of  the  Allegany,  and  thence  to  the  Lake, 
the  country  is  rapidly  being  filled  up  with  an  en- 
ergetic and  thriving  population. 

The  railroad  occupies  so  much  of  the  valleys  of 
the  Delaware,  Susquehanna,  Genesee,  and  Allega- 
ny, as  run  eastward  and  westward,  and  cros-ses 
the  dividing  ridges  at  their  lowest  depressions. 
Both  to  the  North  and  South,  insurmountable  dif- 
ficulties would  have  been  encountered. 

On  the  North,  the  County  of  Orange  is  travers- 
ed North  and  South,  by  the  Shawangunk  moun- 
tains, the  Western  slopes  of  which  descend  abrupt- 
ly to  the  deep  valley,  occupied  by  the  Delaware 
and  Hudson  Canal.  From  these  streams  the  land 
rises  suddenly,  to  the  elevated  portions  of  Sullivan 
and  Ulster,  which,  as  well  as  Delaware  and  Ot- 
sego Counties  are  also  broken  by  both  branches 
of  the  Delaware  River,  and  by  the  Susquehanna, 
the  Unadilla,  and  the  Chenango.  All  of  these 
streams  run  North  and  South,  while  the  general 
direction  of  the  Erie  Road  is  East  and  West. 

West  of  these  obstructions,  the  Cayuga,  the 
Seneca,  and  several  smaller  lakes,  sdso  lie  directly 
North  and  South,  and  stretch  nearly  to  the  Cen- 
tral line. 

On  the  South  of  this  road  lie  the  high  mount- 
ain ranges,  in  New  Jersey  and  Pennsylvania,  along 
the  sides  of  the  Delaware,  between  it  and  the  Sus- 
quehanna, and  West  and  South  of  the  Litter. 

No  practicable  route  for  a  main  trunk  railroad 
exists  between  the  New  York  Central  and  the  New 
York  and  Erie ;  and  all  of  the  railroads,  which 
have  been  either  built  or  projected,  have  been 
parallel  to,  and  between  the  obstructions  spoken 
of,  and  have  thus  necessarily  become  tributaries 
of  these  two  roads. 

No  practicable  route.  South  of  the  New  York 
and  Erie,  can  be  found  sufficiently  near  it,  tt)  di- 
vert any  of  its  business. 

HI. THE    LATERAL    TRIBUTARY    ROADa    WITHIN    THIS 

STATE,    AND   THE    CONNECTlNti    ROADS  AND  WATER 
LINES    BEYOND    THE    WESTERN    TERMINUS. 

The  annexed  table  (A.)  shows  the  lateral  'ribu- 
From  Belvidere,  on  the  Qenncsee,  it  crosses  toi  tary  roads,  sixteen  in  number,  of  which  seven  are 


the  Valley  of  the  Alleghany,  and  follows  it,  and 
one  of  its  branches,  the  Little  Valley,  to  Little 
Valley  Station,  whence  it  crosses  to  Lake 
Erie. 

The  summit  of  the  road  at  the  Shawangunk,  is 
seventy-six  miles  from  New  York,  and  is  896  feet 
above  the  level  of  the  tide. 

The  road  enters  the  valley  of  the  Delaware,  at 
eighty-eight  miles  from  New  York,  and  continues 
in  it  for  ninety  miles.    Where  it  first  strikes  the 


completed,  making  five  hundred  and  thirty-four 
and  a-half  miles,  at  a  cost  of  §15,870,786,  and 
which  are  estimated  to  receive  an  annual  revenue 
of  $1,673,123,  equal  to  $3,130  per  mile.  Five 
others,  making  four  hundred  and  fifty  miles,  have 
been  contracted  for  and  commenced,  at  an  estim- 
i  ated  cost  of  fourteen  millions  of  dollars,  and  an 
aimual  revenue,  when  completed,  of  seventeen 
hundred  thousand  dollars. 
In  addition  to  these,  five  roads  are  projected. 
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aad  will  without  doubt  soon  b«  commeDC«<l,  matt- 
ing four  hundred  and  seventeen  juilea,  at  au  Mtini- 
aitid  cost  of  fourteen  millions,  with  an  annual  v^- 
veuuo  of  nearly  two  m  ilions  of  dollars. 

All  of  theae  roada,  when  completed  will  make 
ao  aggregate  length,  of  what  may  be  strictly 
termed  roada  tributary  to  the  Erie,  of  over  oiu 
tliousand  miles,  costing  nearly  forty  miiUuns  o/dal- 
iars,  and  estimated  to  receive  an  annual  revenue 
of  over  Jou-r  milLijm  of  UoUan.  These  tributary 
ro«ds,  have  each,  one  of  iheir  termini  on  the  Neiw 
York  and  Erie  Railroad,  and  do  not  extend  .HCioi>s 
it;  and  they  are,  with  two  exceptions,  of  the  same 
gauge  as  the  Erie,  which  is  the  only  broad  gauge 
leading  to  New  York. 

from  an  inspection  of  the  aucompanyifig  map, 
it  will  bo  observed  that  all  of  these  roads,  except 
the  three  most  easterly  ones,  •onverge  from  the 
North  or  South  towards  the  Erie,  and  have  ao 
oth»r  outlet  except  it,  and  hence  there  can  be  no 
diversion  of  the  aggregattnl  biuincss,  which  they 
will  throw  upon  it,  except  by  the  construction  ol 
a  road  contiguous  aud  parallel  to  it.  This  how- 
ever is,  as  before  stated,  nearly  or  quite  imprac- 
ticable, from  the  nature  of  the  ground  on  wbich 
it  is  laid,  which  occupies  the  whole  of  that  portion 
of  the  Valleys  of  the  Kamapo,  Delaware,  Susque- 
hanna, Canisteo,  Genesee,  and  Allegaay,  which 
rtm  towards  the  City  of  New  York,  the  adjacent 
country  being  broken  ground,  with  a  coa^taut  suc- 
ceaaion  of  very  high  summits,  deep  valleys,  or  ex- 
tensive lakes. 

These  tributary  roads  penetrate  both  the  *i:- 
tbracite  and  bituminous  coal  and  iron  regions  of 
Pennsylvania,  and  by  means  of  the  main  trunk 
and  its  branches  northward,  form  the  shortest  and 
cheapest  lines  for  distributing  these  minerals  to 
the  interior  and  western  portions  of  the  State,  and 
to  Lakes  Erie  aud  Ontario. 

Other  Branches,  as  well  aa  the  Maine  Line,  pe- 
netrate the  valuable  pine  regions,  of  the  tribu- 
taries of  the  Susquehanna,  Genesee  aud  Allegany, 
and  form,  either  by  the  main  trunk,  or  by  the 
State  Canals,  which  are  intersected  in  four  places, 
the  only  outlet  for  this  lumber  to  the  New  York 
market.  \ 

The  Branches  northward,  opfn  into  the  richest 
agricultural  lands  of  Western  New  York,  as  those 
southward  do,  into  the  line  agricultural  and 
mineral  lauds  of  Northern  Pennsylvania. 

The  districts  of  country  thus  penetrated,  afiTord 
a  variety  of  product,  which  is  not  found  on  any 
other  road  in  the  Union  j  and  this  variety  tond.^  to 
equalize  the  freights  in  all  seasons  of  the  ye»r,-— 
thereby  reducing  the  expenses  of  transportation  in 
this  branch  of  the  business,  very  considerably 
below  that  which  is  incurred  upon  other  roads, 
where  a  considerable  portion  of  the  freights  are 
offered  only  at  particular  seasons  of  the  year. 

These  tributary  roads  have  been  constructed,  by 
large  contributions  from  those  living  along  them, 
who  are  the  most  competent  to  form  correct  opi- 
nions of  their  value. 

That  they  will  generally  prove  remunerative, 
Bone  will  seriously  question.  The  Eric  Road  must 
receive  the  aggregated  business  of  all  these  roads 
which  it  can  perform  without  fear  of  diversion  or 
competition.  In  this  item  alone,  its  Stockholders 
have  a  guaranty  that  they  will  receive  au  early 
aud  ample  remuneration  for  their  investment. 

The  Company  has  leased  the  Union  Railroad  in 
this  State,  extending  from  Suffems  to  the  road 
running  through  New  Jeisey  to  Jersey  City.  The 
Union  Railroad  Company,  had  previously  leased 
ttte  road  from  Bamapo  to  Paterson,  and  thence  to 
Jersey  City,  on  favorable  terms,  which  was  also 
traosfirred. 

The  tracks  of  these  roads  have  b»en  relaid,  to 
correspond  with  the  gauge  of  the  Erie,  many  of 
the  structures  have  been  rebuilt  in  a  substantial 
manner,  and  the  whole  lu.e  nas  been  pl»c«d  in 
«omplei«  repair,  so  that  me  trains  are  now  ruo  di- 
rect to  Jersey  City  opposite  New  York. 

The  freight  trains  are  run  to  Plermont,  wkich 
saves  about  fourteen  miles  of  railroad  tramtporta- 
tion,  and  incre;ua3  the  ferry  transportation  to 
*WMity-four  miles.    Other  freight  trains  are  run  to  | 


the  Hudson  Rivei    is 
and  reduces  railroad 


Erie,  a  lino  of  completed  railroads  extends  U> 
Cleveland,  and  thence  to  Cincinnati,  Toledo,  and 
Chicago,  from  each  of  which  points,  other  lines 
of  completed  railroads  radiate  in  every  direction, 
and  cover  the  States  of  Ohio,  Indiana  and  con- 
siderable portions  of  Michigan  and  Illiuoifl,  with 
a  complete  network. 

The  same  States  are  also  connected  dirooUy 
kvith  the  Erie  terminus,  by  the  chain  of  lake* 
which  surround  their  northern  borders — by  the 
Ohio  aud  Mississippi  Rivers ,  whicli  extend  around 
their  southern  and  western  limits — and  by  thb 
four  great  lines  of  canals,  which  pass  through  the 
interior,  and  connect  those  lake.s  and  rivers  by  u<t- 
Intermpted  lines  of  navigation. 

To  ba  continu«4. 


Newburg,  which  i»oint  on 
sixty  miles  from  Now  York, 
carriage  thirty-five  ngjjps. 

The  advantages  of  the  route  by  the  way  of  Pi«r- 
mont,  for  the  conveyance  of  all,  except  cxprest- 
freight,  have  been  frequently  set  forth  in  previou.*- 
reports,  and  are  evident  to  all  who  carefully  in 
vestigate  the  question.  The  terminus  at  Jerse} 
City  is  indispensable  for  the  convenient  and  rapid 
transit  oi  passengers,  to  meet  the  corresponding.' 
speed  aud  couvenieuces  afforded  by  other  hues  ; 
and  in  like  manuer  the  water  communication 
betweeu  New  York  and  Plermont,  v. and  also  New- 
burg,) places  this  Company  in  a  hke  advantageous 
position,  iu  respect  to  flight. 

Tbs  extensive  wharflug  facilities  at  the  Pler- 
mont terminus,  are  indispensable  for  the  trans- 
action of  the  bulky  business  of  freight,  suthcieot 
room  for  which,  could  not  be  obtained  at  Jersey 
City,  without  a  very  large  outlay. 

The  present  arrangement  for  freight,  affords 
every  desirable  conveiiience  to  the  New  York 
shippers,  as  the  barges  lie  at  a  convenient  wharf, 
central  to  the  business  portion  of  the  city,  where 
goods  can  be  received  from,  and  produce  delivered 
to  the  New  York  merchautij,  almost  at  their  own 
doors. 

Arrangements  have  been  made  for  the  construc- 
tion of  a  railroad  of  the  broad  gauge  from  Corn- 
ing, in  nearly  a  direct  line  to  Olean.  This  road 
when  completed,  will  be  run  in  connection  with 
the  New  York  and  Erie. 

At  Ceres,  on  the  line  of  this  road,  (ten  miles 
east  ef  Olean,)  a  connnection  will  be  formed  with 
the  Allegany  Valley  Railroad,  now  rapidly  pro- 
gressing, which  will  save  about  twenty-five  miles 
of  distance,  to  all  places  west  and  southwest  of 
Corning,  with  more  favorable  grades  and  align- 
ment than  tose  of  the  present  road  between  Corn- 
ing and  OUum. 

These  roads,  together  M'ith  the  Erie,  will  make 
the  shortest  and  l>est  line,  from  the  head  of  navi- 
gation on  the  Ohio  to  New  York,  and  will  soon 
open  the  trade  of  the  Valleys  of  the  Allegany  and 
Upi>er  Ohio,  (so  rich  in  agricultural  and  mineral 
products,)  and  also  complete  the  communication 
to  the  Ohio,  from  which  they  will  receive  large 
contributions,  iu  consequence  of  the  extraordiuary 
cheapness  of  transportation  on  that  river. 

A  broad  gauge  line  of  railroad  has  also  been 
placed  under  contract,  which  will  extend  fVom  the 
Allegany  Valley  railroad,  near  Ridgeway,  ttu-ongb 
Western  Pennsylvania,  aud  the  rich  western  re- 
serves of  Ohio,  and  thence,  through  the  center  of 
that  State  to  Cinciiuiati,  where  it  will  unite  with 
the  Cincinnati  and  St.  Louis  broad  gauge  railroad, 
one-half  of  which  is  nearly  completed,  on  wliich 
trains  will  soon  commence  running  for  one  bimdred 
miles. 

Another  broad  gauge  line  has  also  been  placed 
under  contract,  extending  from  the  .\llegany  Val- 
ley Railroad  through  Northern  Ohio,  and  will  be 
continued  through  Indiana  to  Chicago,  from  which 
city  a  road  of  the  same  gauge  is  now  being  built 
through  the  interior  of  Northern  Illinois,  and  oi 
Wi-scoiisin,  to  Fond  du  Lac,  with  a  branch  to  the 
Mississippi. 

Within  three  years,  two  lines  of  an  unbroken 
gauge,  of  the  same  width  ao  the  Erie,  will  extend 
to  the  Mississippi,  ach  of  which,  by  including  the 
Erie,  will  be  over  twelve  hundred  miles  in  length, 
besides  the  numerous  branching  lines  already 
built,  under  way,  or  projected. 

This  unbroken  gauge  will  facilitate  the  convey- 
ance of  passengers  a:ul  bagjjiige,  and  cheapen 
the  transportation  of  freight  and  will  lead  to  a 
unity  of  interest  that  will  prove  very  beneficial 
to  the  New  York  and  Erie  Railroad,  the  main 
trunk  of  this  p'trt  of  the  system. 

It  may  be  added,  that  the  gauge  of  the  Ohio 
railroads,  with  the  exception  of  the  lines  above  j  from  the  posaibility  of  tempering  them  and  rto- 
described,  and  one  other,  are  regulated  by  law,  deriug  them  exceedingly  hard.  It  is  therefore 
and  are  dlflferent  frona  the  other  New  York  roads ;  J  ^^^  ^^^  ^^^^  attention  should  be  bwtow- 

so  that,  except  the  Erie,    none  ot  them  oau  de-1    ,  ^      ,  ,         ,  v  tu  ^i.         ^     .       j       i^ 

rive  the  same  advar.tage  from  these  western  con-j^i  ^  ^^^  ^""^^  ^  ^""^  '^«  "t^"'  "^  uniformity 
sections.  \  ^^  hardening  are  dependent  upon  the  treatment  of 

From  the  western  terminus  at  Dunkirk,  on  Lake  the  tire  after  it  is  fli^isbed  re«dy  for  the  wheel. 


•   Application  of  SteeUd  Tlre«. 

BY    ZCRAH    C0LBI;RN. 

The  most  direct  and  severe  wear  produced  by 
the  use  of  locomotives  is  experienced  by  the  rails 
and  by  the  tires  of  the  engine  driving  wheels.  As 
an  illustration  of  the  relative  wear  experienced  by 
the  tires  and  rails,  a  case  may  be  assimied  of  an 
•Qgiue  running  each  way,  over  a  road  of  75  miles 
in  length,  and  for  a  whole  distance  of  89,000  miles 
iu  a  year.  This  will  amouat  to  620  trips  per  year, 
and  the  two  driving  wheels  on  each  side  of  the  en- 
gine will  therefore  touch  each  and  every  point  iu 
the  line  of  rails  1,040  times  during"  that  period. 
As  the  depreciation  of  rails  is  allowed  by  engi- 
neers to  be  one  chargeable  to  locomotives  and 
tenders,  and  as  there  can  be  no  doubt  that  one- 
half  of  this  reduced  amount  is  caused  by  the  driv- 
ing wheels,  the  total  annual  depreciation  of  iron 
rails  may  be  taken  aa  equal  to  that  produced  by 
4,160  blows  of  the  driving  wheels,  and  of  the  load 
borne  upon  them.  If  the  drivers  are  six  feet  in 
diameter,  making  280  turns  per  mile,  each  point 
in  their  circumference  is  brought  in  contract  with 
the  rails  10,920,000  times,  and  as  there  are  two 
tires  on  each  side  of  the  endue,  the  whole  number 
of  blows  borne  are  21,840,000;  or  6,250  blews  to 
one  upon  the  rails.  For  every  blow  borne  by  tbe 
tires  there  is  the  3.\me  weight  and  fVlction  as  upon 
the  rails.  If  25  engines  are  run  upon  such  a  road, 
the  depreciation,  (by  abrasion,)  of  tires  of  each 
engine  is  210  times  greater  than  the  whole  depre- 
ciation of  the  rails,  allowing  both  to  be  of  equal- 
ly hard  material,  affording  e<iual  reeiat&nce  to 
wear.     .  --    js;  '.-.:. 

To  reduce  the  relative  wear  of  tires  ti  a  matter 
of  much  importance  on  accoimt  of  economy.  A 
surface  harder  than  that  of  the  rails,  afibrdlng 
greater  resistance  to  wear,  must  therefore  be  pro- 
vided. The  cast  iron  chilled  slip  tire,  first  cost 
and  expense  of  application  considered,  answers  all 
the  ends  required.  With  the  use  of  wrought  iron, 
many  efforts  have  been  made  to  protect  tbe  sur- 
face by  hardening,  aud  In  England,  at  the  present 
time,  two  varieties  of  hard-surface  wrought  iron 
tires  are  in  extensive  use.  One,  the  Russia-iron 
tread  tire;  the  other,  Gooch's  steel-tread  tire 
Both  of  these  are  represented  by  agencies  ia  New 
York,  and  aa  American  Companies  will  probably 
be  induced  t  >  teat  either  or  both,  it  is  well  to  ex- 
plain such  details  of  j^pllcatioo  as  are  <>ss<'Dti«l  to 
secure  a  satisfactory  r«salt. 

The  advantage  in  the  use  of  steeled  tires  comes 
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In  boring  the  tire,  the  English  nianafactnrers  re- 
commend no  more  allowance  for  Bbrinkag«  than 
1>100  inch  for  each  foot  in  diameter  of  the  tire. 
The  rjTet  holes  must  be  drilled  before  the  tire  is 
hardened.  The  wheel  rim  must  be  turned  per- 
ftetlj  trae,  both  on  the  face  and  edges,  eiler 
which  it  is  to  be  laid  on  a  cast-iron  face-plate,  or 
riDf ,  at  least  2  inches  thick  and  of  18  inches  annu- 
lar width.  Lugs  or  ears  must  be  cast  upon  three 
or  four  points  of  the  outer  circumference,  to  facil- 
itate handling  with  a  crane. 

Th«  wheel  ie  laid  with  the  outer  edge  flat  upon 
the  face-plate,  if  the  tire  is  to  be  put  on  flush  ;  or 
vamoved  by  thickness  pieces  of  equal  thickness, 
for  any  required  projection  of  the  outer  edge  of 
tire  beyond  the  edge  of  the  wheel  rim.  The  Trheel 
is  then  prepared  for  the  tire,  which  must  be  heat- 
ed to  a  ligM  red  heat,  and  with  the  greatest  regu- 
larity, and  immediately  laid  upon  the  face-plate, 
around  the  wheel;  great  care  being  taken  to  place 
it  true  and  flat  upon  the  plate. 

The  whole  is  then  lifted  by  a  crane,  having 
chains  attached  to  the  lugs  upon  the  face-plate, 
and  is  immediately  plunged  into  a  tank  of  cold 
water,  or  salt  and  water,  the  latter  being  prefera- 
ble. The  whole  are  moved  about  in  the  water  un- 
til the  tire  is  cold.  The  tank  should  be  ten  or 
twelve  feet  in  diameter  and  five  or  six  feet 
deep. 

When  the  tire  is  shrunk  upon  the  wheel  the 
holes  must  be  drilled  through,  corresponding  with 
those  in  the  tire,  and  rivets  applied  in  the  usual 
manner ;  or  a  better  method  is  to  secure  the  tire 
by  side  bolts,  after  the  manner  generally  prac- 
ticed for  securing  the  chilled  slip  tire. 

\he  advantages  claimed  for  st«el  tiras  over 
those  made  from  soft  iron,  are,  that  they  will  wear 
a  much  longer  time,  the  relative  hardness  of  steel 
and  iron  being  as  8  or  10  to  1 ;  and  that  they  will 
preserve  for  a  much  longer  time  the  true  form  of 
the  tread.  By  the  first  advantage  named  the  ex- 
pense of  maintenance  is  largely  reduced,  while  by 
the  second,  .the  wear  of  the  rails  and  machinery, 
due  to  irregular  tread,  is  much  diminished. 


PiTTsBi'RGH,  Pa.,  Dec.  14,  185o. 
TV  tie  Editor  of  the  Am.  R.  R.  Jovrnal. 

giK  ; — We  beg  leave  to  say,  through  the  medium 
of  your  Journal,  to  our  numerous  friends  who 
have  expressed  a  lively  interest  in  the  success  of 
"Copley's  Compound  Car  Axle"  that  we  are  pur- 
suing the  enterprise  with  as  much  speed  as  the 
extreme  importance  of  having  these  axles  well 
made,  warrants.  Their  peculiar  construction  ren- 
ders a  good  deal  of  new  machinery  necessary  in 
U»€ir  fabrication,  and  to  have  this  prepared,  re- 
quires time. 

It  must  be  obvious  to  every  oU*  at  all  conver- 
sant with  railroad  machinery,  that  if  this  axle  is 
destined  to  succeed,  it  can  only  be  by  bringing  it 
at  ooee  to  the  highest  praeticable  perfection,  both 
in  material  and  workmanship.  To  this  end  we  are 
opatring  no  pains  to  find  and  avail  ovrselvcs  of  the 
best  mechanical  skill  of  the  country,  so  that  when 
we  shall  offer  it  to  the  railroad  public,  we  can  do 
so  with  the  full  assurance  that  we  offer  an  article 
in  which  the  fullest  confidence  may  be  placed. 
With  the  requisite  machinery  its  eonstructioji  will 
be  neither  difficult  nor  expensive.  ; .  .  ■:-.*:.  I 

Very  respeetfully,  your  ob't  serv'ts, 
J.  C0FLIT&  Co. 


Coat  or  K.ep»lr«  of  ItOconaottTea. 

Bt  Zkrah  Golbcrn. 
The  question  is  often  asked  by  railroad  m«n  if 
an  en^rine  cannot  be  repaired  and  renewed  so  »» 
not  to  become  depreciated  through  constant  and 
continued  service.  Undeubtcdly  it  may,  but  which 
is  cheapest ;  to  renew  all  the  parts  of  an  engine 
when  nearly  all  are  worn  out,  or  to  purchase  a 
new  engine  1  A  little  consideration  will  give  some 
force  to  this  inquiry. 

In  the  first  place,  master  mechanics  will  admit, 
that,  tn  the  manner  is  which  repairs  are  generally 
conducted  on  roads  where  from  6  to  8  cents  per 
mile  is  allowed,  an  engine  afcer  12  years  use  is 
sensibly  depreciated  in  value,  eay  one-half  The 
average  ran  of  passenger  engines  being  say  25,000 
mile^  per  year,  tJie  repairs,  at  8  cents  per  mile, 
amount  ia  VI  years  to  5i>"^4,00<>,  while  the  engine  is 
5*;4,">00  less  vaHa])le  th;»n  when  !iew.  Thus,  an 
engine  costing  i^'9,000,  r<  (juire^  .f  28,600  to  keep  it 
good  for  twelve  }  vara,  a  bum  more  than  Ikree 
(iiiui  iis  ori;:jinal  eiwi ;  while,  it.-*  l)oiler  shell,  outer 
firebox,  cylinders  and  frames,  have  not  been  re- 
newed Dor  materially  repaire<I.  It  caimot  be  said 
that  the  engine  has  iKjen  renercd  three  times  as 
its  most  e«8ential  parts  are  left  remaining.  It  is, 
however,  proper  to  say  that  the  tires  have  been 
renewed  four  or  five  limes,  and  the  tnicks  twelve 
times.  The  cost  of  these  is  jwrhaps  $5,000  for  the 
given  periofl.  There  are  very  few  of  the  i-eiuain- 
ing  heavy  parts  which  are  renewed  over  throe 
times  in  twelve  years  ;  while  several  of  the  most 
important  part*  are  not  renewed  at  all.  The  plain 
inference  is  that  n;p.iir«  and  renewals,  by  the 
manner  in  which  tliey  are  conducted,  cost  much 
more  than  the  original  construction  of  the  same 
portions  of  the  work  ;  perhaps  twice  as  much,  a 
proportion  which,  upon  consideration,  will  be  ge- 
nerally admitted  as  correct. 

If  the  machine  is  so  run  that  its  entire  con- 
struction decays  at  about  the  same  time; — if  it 
wears  out  twelve  setts  of  trucks ;  lour  setts  of 
tires ;  four  setts  of  packing ;  and  two  setts  of  tubes 
and  tube  sheets,  in  twelve  years,  and  if,  which  is 
probable,  the  boiler,  frame  and  cylinder  be  worn 
out  also  at  that  time,  what  i^i  left  of  the  engine  1 
If  it  can  be  again  made  good  is  it  not  rrbuiit,  and 
essentially  a  wcir  m/7<;4i>ie ?  If  rebuilt  at  the  re- 
pair shop,  and  some  ot  the  older  parts  are  worked 
in,  does  the  engine  when  completed,  cost  less  than 
a  new  one  from  an  established  builder :  and  con- 
sidering the  entire  reliability  of  the  latter,  in  eve- 
ry part,  is  any  thing  saved  even  in  rebuilding  1 
The  question  of  keeping  an  engine  goorl,  assumes 
there  will  be  no  essential  improvements,  affv;cting 
the  general  construction  of  the  engine,  and  this 
matter  is  not  therefore  considered.  It  is  well  worth 
considering  however. 

The  necessary  repairs  are  incn-ased  with   the 
age  of  the  engine,  as  successive  parts  are  attacked, 


hence  are  not  the  objects  of  as  much  expenditure 
for  preservation.  Again,  such  engines  are  but  little 
used,  being  for  the  most  part  kept  in  ordinary,  or 
for  shifting  out  trains,  ballastlnjs:,  &<•,         "'*" 

The  example  of  the  Baltimore  and  Ohk>  rail- 
road, having  the  largest  and  the  oldest  equipment 
of  engines  of  any  road  in  America,  may  be  useftil 
in  considering  the  coat  of  repairs.  This  road  baa, 
by  its  report  of  September  80th,  1853,  167  loco- 
motives ;  167  of  which  are  running  between  Bal- 
timore and  Wheeling.  Borne  of  these  locomotives 
are  19  years  old,  although  the  majority  are  of 
recent  construction. 

The  following  table  show?  the  cost  of  repairs 
per  mile,  for  each  class,  of  each  year's  construo- 
tion  of  engines  in  use  on  the  "Main  stem'  of  the 
Baltimore  and  Ohio  railroad,  during  the  years 
ending  Sept.  30th  of  1852  and  of  1863.  The  re- 
pains  for  1852  did  not  reach  a  high  figure,  but  the 
figures  serve  to  show  the  gradual  increase  of  cost 
of  preservation  as  we  go  back  to  the  older  eneioes. 
The  repair*  for  1858  show  this  in  a  stronger  light. 
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from  the  company's  reports,  and  considerinf  tbe 
extent  of  motive  power  to  which  it  applies,  and 
the  time  over  which  it  extends,  it  is  believed  to  b«» 
of  considerable  value  as  an  illustration  of  the  in- 
fluence of  age  on  repairs.  Some  facts  may  serve 
to  place  its  deductions  in  a  better  light.  The  first 
class  engine  of  1853  is  very  much  larger  than  the 
first  class  engine  of  1848,  and  sustains  much 
greater  wear.  Again,  in  1853,  the  formidable 
passage  of  the  116  feet  grades  had  begun  to  ex- 
ert a  new  and  marked  influence  on  repairs.  And, 
still  further,  the  old  repair  shops  had  been 
each  year,  which  were  not  embraced  in  the  ren'jw- '  destroyed  by  fire,  and  not  only  had  new  ones  been 
alsof  the  previous  year.  This  is  evident  in  reason, !  built  to  replace  them,  but  others  bad  been  built  at 
although    there  are  seveiai  circumstances  which, :  other  points,  by  which  the  repair  force  was  divid- 


ed, the  facilities  not  so  well  developed,  and  the 
expense  of  repairs  iucreased.  Tbe  high  price  of 
iron  and  the  "labor  strikes''  at  Baltimore,  last 
spring,  have  both  influenced  the  cost  ol  repairs. 

per  mile  run,  as  the  heavy  engines  of  more  reeeut  1  The  repairs  of  pa.ssenger  engines   have  been   in- 

constmction.     Such  engines  are  generally  con-       *  Up  to  Sept.  80th  1862. 

sidered,  where   they  are  owned,  as  not  so  weU      .,- j^-„t  including  alterations  of  thre*"  nrw  en- 

Ae9rtk  repairing  as  newer  and  larger  enfioes,   and  giaee. 


although  they  do  not  affect  tbe  principle,  serve  to 
conceal  it.  In  the  first  place  the  repairs  of  the 
light  engines  built  from  eight  to  twenty  years  ago 
could  not  consistantly  require   the  same  outlay. 
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fluenccd  by  the  necessity  othijher  speedn,  and  by 
a  general  adapfcx'  ion  for  burning  coke,  which  ha? 
cost  much  money  for  arranging  the  engines,  and 
•in  repairing  for  the  increased  destruction  of  the 
f  amaces  and  tubes  by  reason  of  a  more  concen- 
trated heat.  A  great  many  of  the  causes  stated 
hare  operated  especially  against  the  engines  de- 
livered in  1852  and  1863. 

It  may  then  be  stated,  as  a  general  principle, 
that  the  repairs  of  each  year  must  not  only  em- 
brace the  renewals  of  previous  years,  but  of  parts 
not  before  renewed  at  all,  so  that  the  cost  of  re- 
pairs increases  by  an  annual  arithmetical  progres- 
-  sion  up  to  the  time  of  the  decay  of  the  most  en- 
during parts  ;  when,  with  the  usual  mode  of  con- 
ducting repairs,  a  new  engioQ  becomes  cheaper 
than  rebuilding. 

U  is  therefore  an  object  in  making  repairs  to 
bear  in  mind  the  probable  duration  of  the  most 
enduring  parts,  so  that  a  large  quantity  of  new 
work  may  not  embarrass  the  final  disposition  of  a 
vejrn-out  engine.  "No  man  putteth  a  piece  of  new 
cloth  unto  an  old  garment,''  &c. 

The  question  which  I  have  raised  is  not  that  of 
the  propriety  of  rebuilding  under  any  circum- 
stances, but  of  rebuilding  as  a  recovery  from  the 
effects  of  gradual  and  total  decay.  With  some 
patterns  of  engines  they  well  deserve  rebuilding 
before  they  leave  the  maker's  hands  ;  while  again, 
the  adaptation  of  engines,  or  the  results  of  a  colli- 
sion or  explosion,  may  properly  warrant  a  general 
rebuilding. 

The  cost  of  repairs  of  locomotives  is  influenc- 
ed by  many  considerations.  The  physical  features 
of  the  road,  nature  of  traffic,  character  of  wood, 
water  and  attendance,  character  of  original  mate- 
rials of  construction,  mechanical  arrngement  of 
engine,  &.C.,  are  all  influential  in  the  necessity  for 
Impairs.  A  track  kept  in  good  line  and  good 
grade ;  a  business  not  beyond  the  proper  capacity 
of  the  engines,  either  in  weight  or  length  of  run; 
seasoned  wood,  clean  water,  skiliul  and  careful 
engineers  ;  the  best  quality  of  materials,  especially 
in  the  boilers  and  furnaces,  where  renewal  is  at- 
tended with  the  greatest  expense ;  the  outside 
connected  arrangement  of  locomotive,  properly 
constructed  ;  and,  above  all,  a  safe  system  of  des- 
patching trains,  and  safe  roadway  structures,  are 
the  most  favorable  points  for  economical  repairs. 

Tiie  cost  of  engine  repairs  on  several  roads  are 
exhibited  in  the  following  list. 


668.991 


Reading   R  R. 

1852 1,517,931 

Penna.    R.    R. 

1862 

Western  &  At- 
lantic B.  B. 

1863 

Little  BliamiR. 

R.  (Ohio) 

1862 

1851..-. 

1860 

1848 


99,027  40 
32,630  07 


6,5 
411-12 


264,485      12,387  79      4,7 


407,731      46,917  94     11,5 
301,640      23,143  90      7,7 
•274,303       26,181  06       9.6 
189,606      16,969  66      8,4 
The  repairs  of  engines  of  the  Boston  and  Maine 
and  Fitchburg  Railroads,  for  the  year  1852,  were 
about  5  cents  per  mile  run,  each.    Those  of  the 
Boston  and  Worcester  road  were   about  8,4   cts. 
per  mile  run.     On  the  latter  road  the  engines  had 
been  previously  suffered  to  "ran  down",  and  a 
greater  expense  than  usual  wa.s  incurred  to  re- 
store them  to  a  good  condition. 

In  drawing  any  inference  from  the  preceding 
table,  some  particulars  of  the  age  and  extent  of 
the  respective  equipments  may  be  proi)or  to  be 
given. 

The  engines  of  the  Philadelphia  and  Reading 
Railroad  were  delivered  as  follows. 
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Name  of  Road.     Miles  run. 


Cost  of 
Repairs. 


New  York  and 
Erie,  186':.. 

New  York  and 
Erie,  1863.. 

Union  R.  R. . . . 
Eastern  Div.... 

Delaware 

Susquehanna.. 
Western 


Repadrs 
per  njile 
.  run« 

cts^ 


2,389,271    $203,312  48      8>^! 


114,826 
746,627 
569,448 
703,384 
056,226 


15,795  86 
73.657  04 
72,669  11 
74,055  21 
62,467  09 


133^ 

8  " 


Totals..     2,790,509    S288,644  31     10>^ 


Baltimore   aud 
Ohio,  1852. 
Main  Stem 
Wash.  Br.. 

1858 
Main  Stem 
Wash.  Br.. 


1,615,784 
102,133 

2,009,446 
191,882 


ST  3,078  46 
8,269  21 

194,036  18 
16,178  18 


4,8 
8,1 

6,0 


Total  103  engines. 

Pennsylvania  Central  Railroad. 

9  engines  in  1849  3  engines  in  1851 

14        „      „  1850  17        „      „  1862 

Total  43  engines. 

.Vcir  York  and  Erie  Railroad. 

9  engines  previous  to  1848        31  engines  in  1860 

9        „  in  1848       53        „      „  1851 

29        „  „  1849        11        „      „  1852 

Total  142  engines  on  broad  gauge,  besides  8  en- 
gines on  the  Un'on  Railroad. 

The  date  of  the  reception  of  the  Baltimore  and 
Ohio  Railroad  engines  has  been  previously  given, 
the  number  of  their  engines  being  167. 

The  transporutiou  effected  by  the  equipments 
of  the  different  roads  being  different,  has  a  sepa- 
rate intluence  on  repairs  in  each  case.  Of  the 
roads  named,  the  Erie  has  the  largest  passenger 
traffic,  wh'cb  involves  the  heaviest  repairs  of  en- 
gines. The  Baltimore  aud  Ohio  ro.id  has  the  most 
severe  physical  features,  and  although  from  this 
fact  and  the  j>reponderance  of  the  freight  business, 
the  avenige  run  of  each  engine  is  less  in  miles  jjer 
year,  there  is  no  doubt  but  that  each  engine  is 
subjected  to  as  great  influence  of  wear  as  upon 
the  Erie  road  ;  the  passenger  business  of  the  lat- 
ter being  excepted.  The  time  during  which  the 
engines  are  daily  under  steam  is  as  great  on  the 
Baltimore  and  Ohio  road  as  on  the  Eric.  A  fair 
comparison  of  the  expense  of  engine  repairs  would 
then  be  as  follows ;  the  average  expense  of  repairs 
for  each  engine  for  the  year  ending  Sept.  30th 
1863  was,  for  the  Erie  road,  S1924 ;  for  the  Balti- 
more and  Ohio  $1264  ;  for  the  Reading  road  (for 
the  year  1862)  $%1  43. 

The  Baltimore  engines  are  subject  to  heavier 
repairs  on  fttraaces  and  tubes,  owing  to  the  me 


of  coal  fuel ;  but  to  muoh  lcs3  expense  in  conse- 
quence of  using  the  outside  connected  arrange- 
ment of  engine,  the  cast  iron  slip  tire  (which  sares 
the  company  $30,000  per  year)  to  the  equal  dis- 
tribution of  weight  in  the  engines,  and  to  a  greater 
degi'co  of  plainness  and  simplidty  of  construc- 
tion. '■■■''■'.'.  "  /■•'"" r1';*.*'***i 

The  Reading  road,  although  doing  an  enormous 
business  and  subject  to  the  expenses  attending 
the  use  of  anthracite  coal,  ha.s  adopted  very  near- 
ly the  same  system  of  motive  power ;  has  its  re- 
pair force  concentrated  at  one  point ;  and  has  the 
advantage  of  favorable  grades,  by  all  of  which,  it* 
repairs,  considering  the  age  and  service  of  its 
equipment,  are  very  cheaply  made.  Both  the 
Baltimore  and  Ohio  and  the  Reading  roads  are  of 
the  narrow  gauge,  and  the  economy  of  Ha  opera- 
tion, taken  with  that  of  the  outside  connection, 
the  cast  iron  wheel  and  tire,  and  the  equal  distri- 
bution of  weight,  are  in  accordance  with  the  gene- 
ral conclusions  which  have  before  been  made  for 
this  system  of  application  of  motive  power.      , 


Black  River  and  Utica  Railroad    . 

Below  will  be  found  a  detailed  and  interesting 
statement  of  the  condition  and  progress  of  the 
work  upon  the  line  of  the  above  road,  copied  from 
the  Utica  Herald. 

Progress  of  the  Work. — There  has  been  an  in- 
terval of  something  over  three  months  since  the 
contracts  for  constructing  the  Black  River  and 
Utica  Railroad  were  let,  and  a  very  general  inter- 
est is  manifested  by  this  community  and  the  friends 
of  the  enterprise  generally,  as  to  the  progress  of 
the  work  and  the  prospect  of  a  prompt  fulfillment 
of  contracts.  To  satisfy  the  anxiety  of  stockhold- 
ers, as  well  as  to  gratify  the  natural  curiosity  of 
that  large  class  of  people  who  manifest  strong  in- 
terest in  the  road  only  by  asking  questions  about 
it,  we  have  taken  some  pains  to  obtain  reliable  in- 
formation in  regard  to  the  amount  of  work  done, 
the  relative  proportion  it  bears  to  a  completion, 
and  the  intentions  of  the  Company  and  Contrac- 
tors for  the  coming  season. 

The  early  date  at  which  contracts  were  let  and 
work  commenced,  threw  upon  the  Company  and 
the  Engineers  a  vast  amount  of  labor  in  making 
surveys,  locating  routes,  preparing  maps,  plans  and 
profiles,  and  in  procuring  the  right  of  way.  This 
labor  was  of  a  character  that  admitted  no  delay, 
and  it  has  received  at  the  hands  of  the  President, 
Mr.  Faxton,  Mr.  Spencer  Kellogg,  one  of  the  Di- 
rectors, and  of  Mr.  Jennte,  the  Chief  Engineer,  and 
his  assistants,  attention  that  has  known  no  rest. — 
The  amount  of  work  they  have  done,  pressed  for 
time  and  consequently  subjected  to  vexatious  ob- 
stacles, no  one  can  estimate,  unless  he  has  been 
a  personal  observer  of  their  movements.  The  for- 
wardness of  the  enterprise  is  evidence  of  their  in- 
dustry. 

Meanwhile  the  contractors  have  not  been  idle. 
Since  the  last  of  August,  Messrs.  Farwell,  Case, 
Lund  Sl  Co.  the  principal  contractors,  have  sub-let 
all  the  sections  between  this  city  and  a  short  dis- 
tance beyond  Trenton,  embracing  16  sections, 
averaging  one  mile  each  in  lengb,  and  sections 
60,  61,  62  and  63,  or  about  four  miles  in  the 
neighborhood  of  Lowville  and  Martinsburg,  Lewie 
Co.,  where  the  difficult  aud  heavy  nature  of  the 
work  demanded  early  coramencemeut.  On  these 
20  sections,  the  work  hat*  been  pushed  with  great 
energy  by  the  competent  sub-contractors,  Messrs. 
Richardson  &  Co.  on  sections  1,  2,  3,  Ure,  Mirick 
&  Co.  on  4,  6,  6,  G.  S.  Smith,  &  Co.  oh.  7,  8, 9, 10, 
Barber  &  Clark  on  11,  12,  H.  A.  Smith  on  13,  Bird- 
sail  &  Farwell  on  14.  15,  16,  and  Phelps.  Ray  & 
Buell  on  60, 61,  62,  53.  There  are  about  600  men 
and  from  60  to  100  teams  constantly  at  work  on 
the  first  16  mUes,  and  75  to  100  men  near  Martins- 
burgh.  Several  poiuts  of  the  road  furnish  indica- 
tloDS  of  the  excellent  character  of  the  work.    W« 
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may  instance  as  most  convenient  for  obscrration, 
the  very  fine  masonry  done  on  section  1  for  the 
foundation  of  the  bridge  over  the  Mohawk. 

It  Tvou'd  be  difficult  .it  this  stage  of  the  work  to 
calculate  exactly  the  amount  of  progress  made, 
bat  the  following  statements  of  the  condition  of  the 
road  on  the  1st  day  of  December,  to  which  time 
the  last  estimate  was  brought,  arc  as  reliable  iiscsn 
be  obtained. 

On  the  sections  named  on  the  1st  December 
there  had  been  143,000  cubic  yards  of  excavation, 
1,300  yards  of  masonrj-  laid,  72&  cubic'  yards  of 
stone  delivered,  77,000  feet  of  beech  a&d  hemlock 
timber  and  plank  put  in  work  or  delivered.  There 
are  about  eight  miles  of  road  graded  for  the  laying 
of  the  track,  with  the  exception  of  ballasiing  be- 
tween Utica  and  Trenton.  The  balance  is  in  ac- 
tual progress  and  ground  has  been  broken  on  more 
than  half  of  the  same.  The  grading  for  the  entire 
distance  to  Trenton  will  be  ready  for  the  .-^uper- 
stmcturc  by  tlic  ersi  of  April  next,  and  the  masonry 
and  bridging  by  the  first  of  May,  and  the  track 
will  be  laid  by  the  first  of  June.' 

Sections  iJO  and  31  near  Boonville,  have  been 
let  and  work  ha-s  either  been  commenced  on  them 
already  or  will  be  ra  a  day  or  two.  This  work  in- 
cludes the  bridge  across  the  Black  River  Canal. — 
Those  in  charge  of  the  road  are  of  opinion  that  it 
will  be  ready  tor  running  as  far  as  Boonville  by 
October,  1854,  arid  to  Lowville  during  the  year 
185-1. 

It  i8j,he  intention  of  the  contractors  to  let  sec- 
tions 17  and  18  between  Trenton  and  Rerascn,  sec- 
tions 35  and  36,  near  Talcottville  in  Lewis  Co., 
the  bridge  across  the  Black  River  at  Carthage,  and 
the  several  smaller  bridges,  together  with  the  hea- 
ry  trestle  work  across  Cincinnati  valley  at  Trenton, 
on  the  3d  of  Jannary,  as  will  be  .seen  by  the  ad- 
rertisement  in  our  paper  to-day.  All  this  wwk  will 
be  commenced  eavly  in  January  and  vigorously 
pushed.  Some  of  the  heaviest  work  on  the  line, 
on  the  sections  already  let  in  Lewis  Co.,  is  actively 
pro<;ressiing. 

Contracts  have  been  made  with  responsible  par- 
tics  to  furriisli  nearly  250,000  ties,  and  the  north- 
ern woods  along  the  entire  length  of  the  road  are 
•Iready  resounding  with  the  ring  of  the  axe.  An 
army  of  woodmen,  pparing  no  trees  that  will  cut 
into  ties,  is  at  work,  and  have  already  made  con- 
siderable progress  in  the  execution  of  their  con- 
tracts. 

Tlie  fences  along  the  lines  have  been  let  to  re- 
sponsible parties,  who  are  making  preparations  to 
drive  the  business  with  rapidity  in  the  spring. 

The  right  of  way,  the  procuring  of  which  has 
taxed  sevenly  the  time,  patience  and  shrewdness 
of  the  Prosidenf,  Mr.  Faxton,  and  Mr.  Kellogg, 
together  with  a  number  of  viluable  assistants, 
ha«  bf.'cn  obtained  for  about  nineteen-twentieths  of 
thf  entire  line. 

A  portion  of  the  iron  for  the  1st  division  to 
Trenton,  has  already  been  purchased  and  deliver- 
ed, and  the  rf-mainder  will  bo  bought  at  once,  80 
as  to  bf  h"re  in  time  for  track-laying  in  the  spring. 

Contracts  have  boon  made  for^the  delivery  by 
f!ic  fii-ht  of  Jane  nest,  of  three  locomotives,  with 
passenger,  baggago  and  freight  cars  sufficient  for 
running  the  road  to  Boonville. 

Immediately  on  ojjening  of  spring,  the  northern 
divisions  in  L;'wis  and  Jefferson  counties  will  be 
commenced  and  energetically  worked,  and  there  is 
every  reason  to  believe  that  the  engagements  of  the 
contractors  as  to  the  dates  for  the  completion  of 
the  several  divisions  will  be  strictly  adhered  to. 

The  most  attractive  point  on  the  work  now  in 
prog -PS*,  is  on  section  16,  near  the  village  of  Tren- 
(•>  I,  v<  !;<"«  H  .steam  excavator  is  employed  in  ad- 
dition lo  .1  large  force  of  men,  to  do  some  heavy 
cnit.i(ig.  U  is  on  the  north  section  let  to  Messrs. 
Bird^a!l  &  Farwell.  This  improved  Irishman,  or 
yt'»am  Paddy,  is  attracting  crowds  of  people  to 
witness  its  operation,  and  the  careless  air  witl 
which  it  penetrates  a  bank,  is  worth  a  ride  out 
tbeie  to  observe.  It  will  do  the  labor  of  sixty 
or  seventy  men,  and  makes  about  as  much  noise, 
but  at  vastly  less  expense.  A  good  laborer,  in 
ordinary  excavation,    will  dig   perhaps   ten    to 


twelve  yards  in  a  day.  This  iron  "Irishman  with  The  Rome  road,  in  spite  of  a  iVw  small  gangs  of 
variations,"  will  shovel,  when  under  good  head- ,  laborers,  who  arc  tickling  the  soil  at  various  cou- 
way,  nearly  two  yards  per  minute.  This  rate  can' spicnous  places  on  the  line,  is  not  needed  and  its 
not  be  reckoned  on  through  the  day,  for  more  or :  ft  lends  feel  it.  The  citizens  of  Rome  would  like 
less  time  is  taken  up  with  oiling,  screwing  up, 'to  build  it,  but  the  subscribers  at  the  North  feel 
moving  the  temporary  track  on  which  it  stands, |  that  "they  are  not  worth  the  c;uKlle."  The  fol- 
and  other  necessary  jobs.  The  shoveling  appara-  j  lowing  paragraph  expresses  the  exact  position  of 
tus  consists  of  a  large  bucket,  capable  of  holding!  this  matter  in  the  eyes  of  judicious  men.  "Double 
a  yard  of  earth,  suspended  from  the  extremity  of  tracks  and  not  double  parallel  lines  is  now  the  re- 


a  projecting  arm  or  bone,  Wiiich  can  be  turned  at 
the  pleasure  of  the  engineer  either  towards  the 
bank  to  be  penetrated  or  the  car  to  bo  fille<l.  The 
shovel  is  suspended  by  chains  running  over  pulleys. 
It  is  armed  at  the  forward  end  where  it  enters  a 
bank,  with  strong  iron  teeth,  which  serve  as  enter- 
ing wedges  for  the  scoop  of  the  shovel.  The 
whole  machine  is  moved  up  to  the  face  of  a  bank, 
the  shovel  is  lowen^d  and  its  teeth  pointed  into 


ceived  theory,  and  it  is  likely  to  be  a  very  long 
time  before  money  can  be  found  .anywhere  to  du- 
plicate railroads  already  equal  to  the  wants  of  the 
country." 

Our  road  wiil  be  built,  and  is  competent  lo  do 
all  the  business  of  the  line.  With  this  business  it 
will  handsomely  repay  its  stockholders.  When 
the  bu^sincss  increases  beyond  the  capacity  of  one 
track,  let  us  have  a  double  track  in  the  same  in- 


thc  ejvrth.     There  is  a  quick  succession  of  pufftjteix'St  but  rot  two  distinct  and  comptting  roads. 


and  some  wheezing,  and  the  shovel  is  steadily  pro- 
pelled up  through  the  bank ,  takiog  into^its  capa- 
cious moulli  wl.aiever  it  meets,  till  if  rises  to  its 
level,  fillci  to  the  brim.  No  niiitt'i-  if  its  teeth 
v'nc(jnut«  r  gravel,  or  hard  elay,  or  pjol  sized 
stones :  they  are  inserted  for  thi;  purpose  of  go- 
ing through  au<l  they  do  it.  though  it  costs  some 
extra  putli*.  Occasionally  they  eiioounter  consi- 
derable rocks  and  then  they  are  obliged  X\^  pause, 
wheeze  in  a  sulky  way  and  back  down.  But  the 
vindictiv'juess  with  which  the  small  stones  are  at- 
tended to  i:Dm.;diat<?ly  after,  U  evidence  tliat  the 
Steam  Paddy  can  endure  opposition  only  at  the 
exf>cuBC  of  temper.  The  shovel  being  filled,  the 
boom  is  sw  ung  round  so  a^^  to  bring  the  load  di- 
rectly over  a  Uirt  ctr  placed  nearly  by  on  a  tem- 
porary track.  As  soon  as  it  is  over  the  car,  the 
engineer  witbdraws  a  }iir,  which  .supi>orts  the  bot- 
tom of  the  shovel  and  the  load  falls.  A  steam 
shovel  will  keep  a  number  of  horses  briskly  em- 
ployed in  hauling  ofl"  loaded  cars  and  bringing 
ihem  back  empty.  Tiie  contract  rs  have  con- 
structed an  iron  track  on  which  they  run  off  their 
loads,  and  iu  the  cjiirse  of  next  week,  or  as  soon 
as  steighing  is  good,  it  will  w  11  repay  the  trouble 
of  riding  out  to  see  tho  operation  of  the  "mer- 
chine.  '  Politicians  .ire  especially  dissuaded  from 
going,  for  this  Steam  Paddy  is  the  descriptinn  of 
Hibernian  that  drew  from  the  jealous  flesh  and 
blood  paddy  the  exclam.atioD,  "Och,  ye  ould  divil, 
but  ye  can't  vote." 

The  rapidity  and  strength  with  which  the 
shovel  works,  render  it  almost  iudispensable  now 
in  the  execution  of  heavy  work  ou  railroads.  The 
banks  on  which  it  is  engaged  at  Trenton  are 
heavy,  but  it  will  make  daylight  khine  through 
them  at  aa  astonishing  rate. 

We  have  said  enough  in  the  above  somewhat 
lengthy  article  to  show  our  readers  that  work  has 
been  commenced  in  earnest  on  the  Black  River 
and  Utica  Railroad,  and  it  is  with  great  satisfac- 
tion that  we  are  enabled  to  mark  its  j)rogre8s 
towards  completion.  The  Directors  are  pushing 
the  euterprise  with  the  energy  it  demands,  and  a.s 
rapidly  as  prudence  dictates.  In  the  spring,  near- 
ly the  .entire  line  will  be  under  progress  at  various 
poiuis,  and  iu  the  time  designated,  wc  doubt  not 
we  shall  be  able  lo  reach  the  St.  Lawrence  ly 
railway  over  the  whole  route.  The  Dircctoi-s  and 
Engineers  deserve  the  thanks  of  the  stockholders 
lor  their  faithful  fulfillment  of  promises  thus  far. 
We  have  every  reason  to  expect  a  continuance  of 
the  same. 

The  feelings  of  northern  capitalists  are  material- 
ly changed  in  regard  to  our  road.  They  see  and 
acknowledge  that  it  is  to  be  built.  They  cannot 
see  wlty  two  roads  should  be  built  on  the  same 
line,  running  side  bysido  through  the  same  farms, 
with  essentially  the  same  termini,  .'md  to  do  tho 
same  business,  under  circumstances  of  rivalry 
ruinous  ^to  the  interests  of  both.  They  hesitate 
about  embarking  their  capital  iu  a  second  road, 
which  will  be  built,  if  built  at  all,  not  to  meet 
the  demands  of  trade  and  trarel,  not  to  open  to 
market  a  country  that  needs  only  an  outlet  to  de- 

ivelop  its  wealth,  not  to  enrich  either  the  farms  it 
mutilates,  or  the  stockholders  who  build  it,  but  to 
gratify  the  jealous  ambition  of  an  aspiring  village. 


wrangling  with  the  same  farmers  for  tlieir  liusi- 
neks,  and  ruining  each  other  for  the  b'^nefit  of  tiu 
one. 

We  are  greatly  mistaken  if  neighbors  iu  Lewis. 
JetiVrson  and  St.  Lawrence  coimtii»s  are  so  anxious 
to  participate  in  petty  rivalry  between  Utica  and 
Rome,  as  by  building  two  parallel  roads,  to  doom 
the  investmuutii  in  both  to  certain  detriment,  if 
not  ruin.  They  would  as  soon  marry  two  wives 
each  to  ensure  peace  in  their  families. 

Chicag^o  aixl  Mllwaokre  Railroad* 

The  Board  of  Directors  of  the  Illinois  Division 
of  the  Milwaukee  Railroad  have  just  closed  aeon- 
tract  with  Messrs.  Stone  and  Witt,  of  Cleveland, 
Ohio, for  the  entire  construction  of  the  road,  willi 
.ill  the  necessarA'  locomotives,  cars  and  stations — 
the  whole  work  to  be  finished  and  put  iu  op?^ra- 
tion  by  the  close  of  navigation  next  year.  The 
Comp.iny  have  also  made  .arrangements  with  the 
Illinois  and  Wisconsin  Railroad  Company,  fur  tho 
right  of  way  into  Chicato  on  llic  grounds  of  the 
latter,  and  also  for  the  joint  occupancy  of  tho  de- 
pot property  on  the  west  side  of  the  north  branch, 
immediately  uorih  of  Kinzio  street.  The  contrac* 
tors  on  the  Wisconsin  division  of  the  road,  Messrs. 
Stewart  &  Bishop  are  «o  have  th'-ir  work  finished 
from  Milwaukee  to  the  State  line  a<;  s-m<u  as  the 
Illinois  division  is  computed.  ,    , 

Scioto  Hod  Hocking:  V«l?cy.Ra'.lro«<t. 

This  ro.id  was  conij)letcd  from  Portsmouth  on 
the  Ohio  Rive  to  Jackson  a  dista)>ce  of  46  miles, 
in  Augujt  last,  at  a  cost  of  about  S750,000.  The 
receipts  are  a)x)ut  $7,000  per  month,  with  only 
two  locomotives  of  small  power,  equal  to  7  per 
cent,  on  the  cost  of  this  part  of  the  road.  The 
rece-pts  for  the  month  of  Decembrr  will  be  a^nt 
$10,000.  The  Company  have  eontracKd  for  se- 
veral new  locomotives  and  necessary  cars.  This 
road  when  completed  will  extend  from  Portsmouth 
to  Newark,  118  miles  long,  there  it  connects  with 
th-  railroads  to  Sandusky  City,  Cleveland,  Pitts- 
burgh an<l  Wheeling.  TLtat  part  of  the  line  lying 
north  t'f  Jackson  u>  th*-  line  of  tho  Matietta  and 
Cincinnati  Railroad  will  be  completed  early  next 
year.  Tac  residue  of  the  line  to  Newark  is  under 
contract  f jr  graduation  and  masonry,  .md  much  of 
it  ready  f^r  the  rails,  and  is  expect*. d  to  be  in  ope- 
ration early  in  Jnuc  next.  This  road  traverses  one 
of  the  best  miner.il  regions  in  the  United  States, 
and  is  of  great  imporUiuce  to  that  part  of  Ohio. 

Buffalo  and  Ptttsbarfh  Railroad. 

The  recent  action  of  Cattaraujus  County  in  re- 
lation to  this  roal,  is  a  striking  contrast  to  the 
course  being  pursued  by  the  citizens  of  Erie  to- 
ward the  Erie  and  North-East  Company. 

The  right  of  way  through  the  County  Farm  of 
Cattaraugus  has  been  granted  to  tho  Buffalo  and 
Pittsburgh  Railrovd  Company /r«  of  charge.  The 
vote  on  the  question  was  carried  by  a  large  ma* 
jority.  The  Cattaraugus  Whig  says ;  "  We  re- 
gard this  yotu  as  being  highly  creditable  to  the 
county.  By  its  results,  the  Company,  for  whose 
benefit  the  concession  was  made,  and  all  other 
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railroad  compauics  will  perceive  that  Cattaraugus 
'bi<l8 '  God  speed '  to  every  work  of  utility  contemf 
plAt«d  wtthiu  her  borders." 
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Railroad  Tro«bl«s  at  Erl«« 

We  have  forborne  any  allusion  to  the  recent  «H»-  j 
graoefhl  riots  at  Erie,  in  the  hope  that  law  and  o^  |  Atlantic  and  8t 
d«r  would  soon  resume  their  sway,  proving  thi 
excesses  to  be  one  of  those  accidents,  which  occai- 
sionally  happen  in  the  best  ordered  communitio^, 
and  which  in  the  main  reflect  no  lasting  stain  ei'hi- 
er  on  our  laws,  or  upon  the  moral  sentiment  o(f 
society.  In  this  ho{)e  we  have  been  most  grevi- 
ously  mistaken.  The  outrages  upon  private  pro>- 
perty  at  Erie,  continue,  with  scenes  of  violence 
and  brutality  that  would  disgrace  savages.  The 
courts  have  at  last  interfered,  but  the  rioters  con- 
scious it  would  seem,  of  being  sustained  by  thp 
public  sentiment  of  the  State,  to  shield  them  from 
punishment,  continue  their  reckless  destruction  an4 
violence. 

The  facts  of  the  case  are  simply  these : — Th^* 
owners  of  the  Eric  and  North  East  Railroad,  ex- 
tending from  Erie  to  the  State  line  of  New  York, 
determined  to  change  the  f^aust  of  the  roa<J, 
(which  isj  six  feet,)  so  as|to  conform  to  the  two 
connecting  roads, extending  to  Buffalo,  and  Cleve- 
land, which  were  of  four  feet  ten  inches  gauge.— 
The  necessity  of  breaking  bulk  both  at  Erie  and 
the  State  line,  proved  a  serious  inconvenience  to 
all  concerned,  without  the  least  compensating  ■a\- 
vantagc.  The  legal  right  to  make  the  proposed 
change  was  not  (luestioned.  The  j>eople  of  Eile 
opposed  it  on  the  ground  that  the  delay  caused  at 
that  city  would  be  advantageous  to  them — that  if 
a  traveller  was  detained  there  for  half  an  hour,  lue 
would  probably  spend  a  few  penies  in  refreshments 
and  that  the  transfer  of  freight  from  car  to  c;t|r 
"woald  give  employment  to  a  large  number  of  la- 
borers. The  Erie  people  therefore  determined  Oo 
prevent  the  change  of  gauge  at  all  hazards. 


Lawrence. . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cnmberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic . .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Captf  Ctxi  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 


e 

I 


Fitchburg . 


New  Bedford  and  Taunton.  . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma-tsachnsetts . .  " 

Worcester  and  Na.shna " 

Western " 

Stoningtou R.  I. 

Providence  and  Worcester ...  " 

;  Canal Conn. 

j  Hartford  and  New  Haven " 

I  Hou.satonic 

j  Hartford,  Prov.  and  Fishkill. . 

.   New  London,  Wil.  and  Palmer 

**"<*  !  New  York  and  New  Haven. .  . 


160 
65 
72 
61 
20 
93 
36 
64 
82 
24 
16 
47 
26 
61 

120 

117 
47 
61 
24 
28 
83 
63 
69 
28 
62 
75 
42 
66 
20 
26 
46 
12 
77 
46 

156 
50 
40 
46 
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o 


l,688,100r  2,978,7001  6,160,278 
809.8781  1,016,600  2,064,468 
29<,80  I  2,514,067 
123,884i  1,469,884 
341,1001  713.606 
622,200  2,640,217 
none.  1,485,000 
720,900   3,002,094 


962,621 
1,865,5001 

285,747 
1,649,278 
1,486,000 
2,078,625 
8,016,634 

717,548 

600,000 


1,097,600 
2,486,000 


none. 


651,214 

1,400,000 

673,500 

550,000   1,745,616 

2,429,1001  6,677,467 

8;500,000;  3,600,000i  12,000,000 

1,500,000; I  1,500,000 

892,000      700,0001 


1,830,000 1,996,249 


4,076,974 
3,160,3901 
4,600,000 

421,2951 
1,591,100 
2,860,000i 
1,060,000 
3,540,000 

600,000| 

547,015 
1,964,070 

250,000 
2,140,536 
1,134,000 
6,160,000 


Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City . . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 


failing  to  do  so,  to  destroy  the  road.  The  com- 
mencement of  the  change  was  the  signal  for  hosti- 
lities, and  the  Erie  mob,  headed  by  the  Mayor  fel  1 
upon  the  road,  destroying  everything  within  their 
rei^h.  Not  content  with  wreaking  vengeance  up- 
on the  Erie  and  North  East  Company,  they  have 

also  destroyed  portions  of  the  Erie  and  Cleveland  \  Canandaigua  and  Elmira .... 

road,  which  is  no  pnrty  to  the  frrie vances  complaih-   Cayuga  and  Susquehanna     . . 

,    '        ,     ,.  ,  ,  ..••  I       .     Ene,  (New  York  and  Ene).. 

•d  of,  and  which  has  a  gauge  exactly  in  confon^i. ;  Hudson  River 

ty  with  their  interests  and  wishes.   Could  Any  piil- :  Harlem  

liation  be  offered  for  the   atrocites  committed  up-  i  Long  Island 

on  the  Erie  and  North  East  Company,  there  are  i New  York  Central 

cerfainly   none  for  those  committed  against  ^"^^  \  oly^^^o  Zl  ^y rZnJ^^: :.''.'. . 

Cleveland  and  Erie,  which  are  the  resnlt  of  tike !  Plattsb^irg  and  Montreal 

sheerest  malice,  without  a  shadow  of  provocation,  i  Rensselaer  and  Saratoga. ... 

Werethe    ,.„..,»en„  dUpUyed  »t  Eric   con-  I^^T'd  ""^ll^".'- 


NY, 


fined  to  that  town,  the  affair  migbt.be  treated 
as  of  small  consequence.  There  is  no  doubt,  hoVy- 
ever,  that  the  excesses  committed  at  that  city  had 
their  real  cause  in  the  supposeil  sympathy  ai^ 
countenance  of  tlie  greater  part  of  the  State. 
The  Governor  has  sent  a  letter  of  sympathy  to  tte 
rioters,  offtring  them  his  presence,  in  case  it 
should  be  thought  necessary  to  the  preservatitm 
of  their  rights.  The  public  press  of  the  State,  al- 
most without  exception  m  ftr  m  «e  bAT«  fMD, 


I  Troy  and  Rutland " 

i  Troy  and  Boston " 

Water  town  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  E.ssex " 

New  Jersey' " 

New  Jersey  Central " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. , .  " 
Fhlladelf^la  and  RmmUiic.  ...  " 
PUlad.,  Wllmistftoa  andBah.      " 


110 

60 

66 

61 

62 

56 

54 

91 

132 

69 

60 

47 

36 

464 

144 

130 

95 

1504 

ill8 

I  36 

I  28! 

I  261 
:  60! 

41 
I  82 
I  39 
j  96 
,  f.6 

46 
i  31 
I  63 

66 
!  20 
!  36 
I  96 


1,457,600 

922,500 

2,360,000 


658,861 
3,000,000 

926,000 

760,600 
2^21,110 

900,000 


150,000! 

390,000| 

425,000 

171,8001 

193,600: 

500,000| 

none. 

112,305| 

none.     ; 

819,743! 

282,300} 

none.     | 

1,001,600 
171,2101 

6,319,620j 
467,700 
300,000 
500,000! 
SvX),000 


879.686 


425,509 

687,000 

10,000,000 

3,740,516 

4,726,260 

1,875,148 

23,085,600 

1,579,969 

360,000 

174,042 

euo,ooo| 

860,000! 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

880,100 

6,666,882 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,550,000| 


4,092,927 
3,646,214 
4,845,967 

633,906 
1,801,946 
3,120,391 
1,060,000 
3,623,073 

620,475 
1,245,927 
2,293,6.34 

307,136: 
3,203,333 
1,321,946! 
9,963,769 

"i, 731,498 
1,400,(WO 
3,160,000 
2,500,000 
In  progres 
1,511,111 
4,978,487 


264,748 
140,661 
168,114 
208,669 
23,946 
160,538 
306,805 
287,768 
328,782 


s  « 


1     o 

^  i 

S 
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182,646 


496,397 


Leased  to 
Recently 


118,620'DODel  80 

80,068conel  «0 

100,662!Dooei  41 

I  6     I  97 

11, 266  none    24 
79,669;nonel  86 
104 
48 
6U 


141,836 

65,266 

163,075 


8 
6 
6 
6 
61,618i  8 

'none 

jnone 

Inone 

266,689Jnone 


the  Vt.  C  ent 
opened,  jnone 
tnone 


388,108 
659,001 
469,656 
758,8191 

60,743 
229,004 
488,793 
229,445 
674,574 
164,2.30 

67,251 
322,213 
1.37,406 
218,679 
162,109 
1,339,873 
240,572 
253,690j 


7 
7 
6 


2 
5 
7 
8 
6 
7 


081  IfiiQfM 


1,380,610 

2,696,488 

2,660,600 

In  progres 

872,000|  1,921,270 

jIn  progres 

682,400      987,627 

400,000   1,070,786 

24,003,865  33,070,863 

7,046,395{l0,527,654 

977,463:  6,102,035 

516,2461  2,446,391 

10,773,823133,859,423 

2,%9,760!  6,133,834 

201,600' 

ISl.OOOi 

26,000; 

400,000| 

940,000 


689,629! 
329,041! 
69,629; 
114,410' 
806,7131 


130,8811 
338,2161 
227,43li 
831,296 

30.056 

72,028 
241,017; 

99,6891 
232,7871 

43,960j 

23,415none 
101,510none 

24,399,  8 

18,648non« 

66,900j   4 
683,194    6 
110,892.... 
139,614   6 

I  4 

294,269jl0  { 
168,902  nonei 


109 

"2\ 
88 
20 
14 
100 


97 
102 

88 
1021 

46 

66 

91 
106 

96 
117 

60 

901 

"m 

61 
96 
66 
100 
66 
1181 


428,173 


7 

8    j.... 
Recently  jopened.    nonej  62 
267,661     116,965'  4     i  58* 
Recently  lopened.   jnonej  86 

1 jnonej  66 

Recently  iopened.   i . . . .  ;1 30 


none 


39 
!102 


76,760   39,860!nonei  68 

74,241;  23,4%;none|.... 

3,537,7661,691,623  7  I  79| 

1,063,669,  338,783;nonei  68 

681,445  324,494|  5  ;  66 

205,068   44,070!none  30 

....:...!.... :...|....  114 

480,137|  196,847none  29 

90,616|  43,609  4   70 

Recently  jopened.  none; .... 

213,078;  96,7'37j....!..,. 
Rceently  opened. 


100,000 
700,000 
660,000 


none: 


128,000 

476,000 

1,600,000 

13.000 


713,227 

10,427,800 

2.408,a7«l 


007,803 

349,775 

774,496 
1,250,000 
l,832,945i  173,645|  135,017 

329,577'Recently  'opened 
1,043,357  Recently  opened.  none| 
1,693,7111  226,162  116,706  8 
4,327 ,4'-"f  1,388,386  478,413 10 
1,220,326  149,941 
8,246,720;  603,942 


260,899] 
118,617 
Recently 
266,327 
17;i41,987,2,480,626!l;261,987 
6,818,889'  667,786'  888,601 


2,379,880 

1,265,143 

750,000 

1,702,623 


1 9,252 

316,269 

124,740 

76,890 

opened. 

106,320 


7 
10 
8 
6 

s' 

7 
8 


30 
88 

;'92' 

146 

iisi' 


126 
62 
79 
80 


.1 
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80 

i  47 

i881 

1  38 

67 

I  66 

27 

64 

73 

22 

76 

62 

"     1107 

"     '■  60 

"     I  32 

N  .C  161 

S.  C. 110 

140 

242 
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K 
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Kv. 


PwmsTlvMiia  Central Penn.f260 

PMlftdelphiA  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md 

Washington  branch 

Baltimore  and  Susquehanna 

Alexandria  and  Orange Va. 

Manassas  Qap 

Petersburgh 

Richmond  and  Danville 

Richmond  and  Petersburgh . . 

Rich.,  Fred,  and  Potomac 

South  Side 

Virginia  Central 

Virginia  and  Tennessee 

Winchester  and  Potomac 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina. 

Gn^nville  and  Columbia 

South  Carolina 

Wilmington  and  Manchester.  " 

Georgia  Central Ga, 

Georgia " 

Maoon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern . . ". Miss. 

East  Termessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . 
FranWbrt  and  Lexuigton. . . 
Louisville  and  Franlcfort . . . 
Maysville  and  Lex5ngton. . . 
Cleveland  and  Pittsburgh . . 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Cohunbus,  Piqua  and  Indiana .  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

EatCHi  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie. . . '    " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Toledo,  Norwalk  and  Clevel'd  " 

Xenia  and  Columbus " 

Evansville  and  Illinois lud 

Indiana  Central " 

Indiana  Northern " 

IndianapoUs  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago 

Chicago  and  Mississippi 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern Mich 


9,768,1561  5,000,000 


9,188,300 
1,650,000 
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18,600,000 


Si's 
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769,000 
1,372,324 

686,000 
1,000,000 
1,367,778 
1,400,100 
3,000,000 

180,000 
1,838,878 


1,004,231 
3,868,840 


3,100,000 
4,000,000 
1^14,283 


686,887 


1191 

|211 
llOl 

71 
'  60 

66 

93 

33 

88 

60 

80  i    836,000 
126  12,093,814 

38  1,430,160 

29  !  367,218 

66 


776,269 
879,868 
688,611 


9,827,128 


173,867 
200,000 

"  563,666 
040,000 
446,036 

1,600,000 
120,000 

1,134,698 


300,000 
3,000,000 


306,187 

1,214 

168,000 


150,000 


19,642,807 
1,660,000 


In  prog. 

In  prog. 
1,168,928 

In  prog. 
1,100,000 
1,631,238 
2.106,467 

In  prog. 

In  prog. 

416,532 
2,965,674 


1,943,827 


1,826,663 
348,622 
418,673 


617,6261 


616,884 
216,237 
152,636 


27,5931      72,370   7 


122,8611 

254,3761 

02,762 

176,486 


74,113^De 
113,266   7 


89,776 
610,038 


74,902  hone 

inone 

il2 

163,898|  6 


In  prog,     j 

7,002,396,1,000,717 
In  prog 


3,878,132    945,508 
934,424 


609,711   7 


608,625'  8 


456.468 


Ohio.ilOO  !l,289,460 

"   !  96 : 

136   8,027,000 


46 
61 
60 


40 
20 
86 
81 

87 

84 


2,100,000 
310,666 


2,870,784 

....:   900,000 

167  '2,887,200 

57 


187 


147 
64 
81 


ni. 


131 
83 
90 
62 
88 
40 
72 


92 
316 


1,760,700 


662,000 
1,092,187 


1,660,000 

682,887 

186  12,460,666 


Michifui  OenUal. 


1,932;861 
2,800,000 


1282  4,000,000 


1,6%,283 
In  prog. 

743,526  i    129.396 

,In  prog. 

400,000!ln  prog. 
In  proe. 
1,8307960 


296,5841    153,697    9 


7>^ 


641,000 
860,000 
900,000 


1,371,000 
'  408,266 


173,642 


In  prog. 
In  prog. 
In  prog. 
684,902i 


87,421 


In  prog. 
2,96.3,766 


3,666,000 
2,000,000i 


194,429 
777,793 


71,636!  8 


76,079 


44.260... 


123,306  6 
483,46412* 


600,000  2,659,653!  321,793 

Id  prog 

660,000|      926,000  Recently 
In  prog 


1,000,000 
1,767,000 


2,460,000 


In  prog. 
2,634,167 
1,866,000 
4,110,148 

In  prog. 


626,746 
540^518 


200,967'. 

i  > 

opened,  j . 


814,670  10 

Yi8^46ii!!!! 


800,000 
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give  aid  and  comfort  to  the  rioters.  As  a  stat«  of 
feeUng  which  prerails  would  render  tb«  ooovio- 
tion  of  the  ofltenders  imp>ossibl«,  a  direct  lioense 
and  encouragement  is  thus  held  out  to  rapine  aod 
violence. 

The  cause  that  lies  behind  all  others  is  the  jea- 
lousy and  envy  felt,  particularly  by  Philadelphia 
at  the  rapid  growth,  and  the  prosperity  of  the 
City  of  New  York,  which  is  regarded  as  the  jreafc 
rival  of  the  former.  As  a  means  of  holding  thla 
City  in  check,  the  public  press  of  Philadelphia 
have  always  contended,  that  as  the  SUte  of  P«in- 
sylvania  extended  from  Lake  Erie  to  Tide  water- 
she  should  interpose  her  position  as  a  barrier 
between  New  York  and  the  West,  and  annex  such 
conditions  to  a  right  of  way  over  her  territory, 
and  would  discriminate  in  favor  of  the  interests 
of  the  Sute,  and  of  the  City  of  Philadelphia, 
and  against  those  of  New  York.  It  w*i<  jn  pur 
suance  of  this  policy  that  a  tax  of  S10,000  per 
year  is  exacted  of  the  Erie  Raih^ad  Company  for 
the  privilege  of  passing  through  .1  small  comer 
of  thai  Sute.  The  jealousy  referred  so  culorad 
the  vision  of  our  neighbours,  that  in  nearly  ev«ry 
Railroad  movement  in  northwestern  Pennsylvania 
and  throughout  the  West,  was  seen  some  far 
reaching  scheme,  for  the  ;iggrandizement  of  thia 
City  at  the  expense  of  Philadelphia  Of  this 
character  was  the  recent  attempt  to  change  the 
gauge  at  Erie,  against  which  measure,  the  only 
effect  of  which  would  be  to  cheapen  the  cost  of 
transportation,  the  sentiment  reAirred  to  has  at 
last  broken  out  in  the  form  of  an  organized  mob  * 

The  people  of  Erie  arc  not  only  acting  in  defi- 
ance of  all  law,  but  those  of  the  Sute  generxJly, 
have  thcniselves   fabricated  the   very  grounds  of 
their  complaints      New   York  neilher  entertains, 
nor  ever  has  enteruincd,  any  s<;heme  for  her  own 
aggrandizement  at  the  «xpen.<^e  of  other  cities. 
Her  citizens  feel   too  conscious  of  the  strength  of 
her  iMMition  to  l>e  sensible  to  any  such  appeals,  and 
regard  no   project  with  any   favor  but  for  the 
money  that  can   be  made  out  of  it.     So  far  from 
having  any  schemes  hostile  to  Philadelphia,  she 
has,  most  generously,  furnished  the  means  for  con- 
structing all  the  roads  entering  Peunsj  Ivania  from 
the  west,  without  which,  Philadelphia  would  beaa 
isolated  from  the   trade  of  that  great   region,  as 
far  as  railroads  are  concerned,  as  is  the  eastern 
shore  of  Virginia.     Left  to  herself,  Philadelphia 
enterprise  would   have  terminated  at  PiUtturg. 
All   beyond  ^ould  have  remained  a  "  terrainc»g- 
nUa;-    hut    for  Seic    York.     New  York   fhrnisbed 
nearly  all   the  means   for  the  construction  of  the 
Ohio  and  Pennsylvania  Railroad,  which  in  a  com- 
mercial point  of  view,  !«  a  part  of  the  Pennsy  vania 
Central   Railroad.     While  that  work  was   ia  pro- 
gress, ii«  able  President,  Gen.  Robinson,  told   us, 
that  had  he  been  compelled  to  rely  upon  Philadel- 
phia for  the  paltry  sum  of  8200,000  be  must  have 
abandoned  the  road.     If  New  York  has  such  fear- 
ful designs  upon  Philadelphia.^  she  it  accuMd  of 
having,  why  did  she   construct  the  road  of  al) 
others,  ih*;  best  calculated   to  bu/ld  up  that  chy, 
at  her  own  expense  ;  a  work  which  the   sluggish- 
ness of  the  former  city  would  have  left  untouched 
to  the  present  moment  ?     Why  does  she   fhrniah 
means  for  the  construction  of  the  Cleveland   and 
PitUburgh,  Pittsbu-^gh  and  Steubcnville,  Steuben- 
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CincinnsUi,  all  Pbiladolphia  roads,  and  which  will 
bring  that  city  in  connection  with  every  portion 
of  the  West,  and  from  which,  but  for  what  New 
York  Las  done,  she  would  have  been  entirely  cut 
offi 

New  York  has  no  fainriU  projects.  She  regards 
all  roads  as  Setc  York  roads,  She  looks  upon 
the  Pennsylvania  Central  as  much  a  Aew  York's 
work,  as  is  the  Hudson  River  road.  It  may  be 
great  folly  for  her  to  entertain  such  exalted  ideas, 
hut  such  is  the  fact.  Her  citizens  believe  that  no 
road  in  the  United  States  can  be  built  without 
benefitting  them.  So  strong  i.s  this  conviction 
that  the  efl'oct  of  a  proposed  road  upon  the  trade 
of  I  his  city,  is  a  question  never  raised,  even  by  the 
Press.  The  Philadelphia  roads  receive  just  as  fa- 
vorable notices  as  do  our  own.  The  great  bug- 
liear  witii  ivhich  the  i)eople  of  that  city  arc  con- 
stantly frightening  themselves,  have  an  existence 
only  in  their  imagination,  though  it  seems  con- 
stantly to  haunt  them,  and  supply  no  small  por- 
tion of  the  material  which  the  Press  of  that  city 
serve  daily  to  their  readers. 

No  measures  to  wliich  the  Peniisylvaiiiau.^  may 
resort  can  prevent  such  western  i>eopli'  as  choose 
lo  trade  in  New  York,  from  going  there.  They 
may  throw  anoyances  in  their  way,  hut  tiiey  can- 
not stop  them.  Snch  being  Iho  fact,  the  disgrace- 
ful proceedings  at  these  can  only  recoil  upon  the 
authors  of  them.  We  Ihink  they  have  already 
inflicted  a  serious  injury  upon  the  credits  of  the 
Companies  of  that  State.  It  must  he  remembered 
that  capitalists  throughout  the  world  are  interests 
cd  in  the  pending  controversy,  and  are  ^vatching 
the  result  What  will  be  the  conclusions  as  to  the 
safety  of  investments  in  Pennsylvania,  if,forcvpry 
petty  grievance,  a  mob  turns  out,  and  by  unani- 
mous consent,  and  destroys  their  property  !  AVhy 
may  not  the  same  thing  happen  to  the  Sunbury 
and  Erie  road,  which  is  charged  with  fomenting 
the  Erie  troubles.  This  Company  may  be  light-i 
ing  a  torch  v.hich  may  consume  themselves. — j 
Penusylvania  has  already  suffered  severely  for  heij 
previous  (kfauU.  Let  her  not  add  a  still  deepeij 
stain,  by  destroying  the  property  of  distant  credi- 
tors. 


p»yment  of  the  contracts  entered  into  for  the 
opening  of  the  Tchuantejtec  route.  The  company 
have  accordingly  i;<sued  Sterling  bonds  in  sums  of 
£'125  and  £250,  bearing  seven  per  cent  interest, 
the  foiiner  inconvtrtiblo  and  the  latter  converti- 
ble into  stock  on  the  completion  of  the  road.  The 
subscription  books  to  the  stock  will,  jis  we  under- 
stand, not  be  reopened  here,  but  according  to  the 
ojriginal  agreement  with  the  Mexican  Government, 
tuenty  thousand  shaics  of  stock  were  reserved 
fbr  Mexican  citizens,  and  in  due  time  books  will 
be  opened  in  the  city  of  Mexico  for  supplying 
shares  to  that  amount.  The  favorable  negotia- 
tions which  the  company  has  succeeded  in  effect- 
ing abroad,  will  induce  parties  In  Mexico  to  ab- 
ajorb  this  stock  very  rapidly.  A  small  amount  of 
bonds  may  subsequently  be  oftered  in  this  market 
fbr  the  benefit  of  those  who  may  desire  to  have 
some  interest  in  this  magnificent  undertaking. 

"  Engineers  have  already  arrived  here,  and  will 
proceed  forth^\  ith  to  tin;  Isthmus,  in  order  to 
iommeuce  the  necessary  works,  and  to  ensure  the 
Completion  of  the  road  within  the  time  pre- 
scribed. 

When  tall:ing  about  constructuig  Railroads  in 
Khe  Tropics,  within  a  limited  time,  and  for  a  given 
:  lum,  parties  only  decieve  themselves  and  the  public. 
Certainly  in  either  oC  the  above  particulars  is  out 
jf  the  question.  In  the  State  of  New  York  for 
instance,  certain  results  may  be  productive  of  a 
[riven  amount  of  money,  or  number  of  labor- 
ers. Upon  the  Isthmus,  this  certainty  becomes  the 
wildest  coryecture,  as  the  experience  of  the  Pana- 
ma Company  has  fully  proved.  The  public,  when 
they  hear  about  contracts  being  made  to  build 
any  work,  either  tail  road  or  canal,  in  their  part 
of  the  country  at  low  cost,  and  within  a  short 
time  may  pay  j'lst  as  much  attention  to  them  as 
they  do  to  the  whi.stling  of  the  wind — no  more. 


whom  and  the  President  a  correHi>ondence  has  been 
going  on,  is  expected  here  in  a  few  dxyt-.'  Mr.  Gray 
is  an  eminent  Railrcid  contractor,  has  been  engag- 
ed for  many  years  in  the  railroads  in  Georgia  and 
is  desirous  of  taking  the  contract  on  this  road  for 
the  grading  and  superstructure  ;  information  has 
been  received  from  Mongomery  that  the  Directors 
there  are  resolved  to  put  their  end  of  the  road  un- 
der contract  as  soon  as  the  estimates  are  complet- 
ed. 


The  y  O.  Picayune  says  in  regard  to  the  Tej 
huantepec  route  to  the  Pacific  ; 

"  We  have  great  satisfaction  in  announcing  thaf, 
the  Sloo  Tehuanlepec  company  have  "ow . comM  .^p^^^     .^.  may  reasonably  look  for  a  vast  increase 
Dieted  their  hual  arrangements  for  tJie  opening  o*  .  .    ,  ,        ,  j 

this  important  route   lo    the   Pacific.       Mr.   M  i"    the  earnings  of    the  ro .id,  and  a  new  and  very 


Kcntuckyi 

Corinpton  mid  Le.riiigton  Railroad. — We  learn 
from  the  Cincinnati  Commercial  that  the  track 
layers  on  this  road  are  now  at  work  eleven  miles 
beyond  Falm<iutii,  about  fifty  raises  from  Covington, 
and  are  j-rogressing  at  the  rate  of  half  a  mile  per 
day.  Should  the  winter  prove  a  mild  one,  of 
which  tlicrc  is  every  indication,  it  is  confidently 
hoped  to  complete  the  whole  route  to  Lexington 
by  next  April.  Thus  far,  the  work  has  given 
great  satisfaction,  and  the  profits  are  much  larger 
than  the  comjiany  anticipated.  When  it  shall 
have  reached  Lexington,  which  is  perhaps  one  of 
tlie  greatest   inland     agricultural  depots   in    the 


profitable  trade  opeiwd  with  Cincinnati. 


im[>or 
Abrams,  the  secretary  of  the  company,  h;is  jui 
returned  from  the  north,  and  brings  with  him  thi 
final  contracts  signed  and  scaled,  by  which  thi. 

house  of  Sykes,  DeBergne  <fc  Co.,  of  England,  ob-  Montgomery  uud  Peiibacola  Road. 

ligale  themselves  within  one  year  to  construct  ft;  The  Per.sacola  Gazette  of  the  3d  inst.,  says  that 
plank  road  across  the  Isthmus,  and  to  put  thjCithe  Presi'lent  of  this  road  has  just  finished  a  re- 
same  in  complete  running  order,  with  stage  and Lonnoisance  of  that  portion  of  the  road  lying  in 

coach   accommodations,  &c.,  and  also  to  place  I  „,    .;        „         ^  .„  <. ki„  ^<<  .i  „  ,^„»„    tv* 

three  river  steamers  on  the  route.  A  contract  hus  i  ^'^"^''-  "^  ^^^'^  favorably  of  tho  route,  the 
likewise  been  entered  into  with  the  same  partiei),|  o"ly  obstacle  of  any  moment,  a  20  mile  descent 
for  the  construction  of  a  railway  to  be  Commenced  I  from  the  ridge  on  which  the  road  begins,  has  been 
within  four  months  after  tho  completion  of  tfc|el overcome,  the  grade  being  24  feet  to  the  mile.— 
plank  road  and  to  be  thoroughly  opened  apdi  The  Florida  portion  of  the  road  is  42  miles  in 
flmsned  wilhm  three  years  thereafter,  the  road  to  I,        ,       -rv  V.  u 

have  a  double  track,  and  a  six  foot  guage,  with  all  i  'ength.     The  Gazette  adds : 

the  necessary  cars,  equipments,  machinery,  &.c.  The  survey  throush   Alabama  has  been  com- 

"  The  house  that  has  assnmed  these  responaitfe  pleied  and  the  report  of  the  Chief  Engineer  is  look- 
engagements  is  of  high  standing  and  great  weallji.  ed  for  in  a  very  short  time,  wlieri  immediate  steps 
They  have  not  only  assumed  the  payment  of  t^ie  will  be  taken  to  put  the  whole  road  under  coe- 
S600,000  due  at  a  bonus  to  the  Mexican  Cbverh-  fact.  The  entire  route  to  Montgomery  is  very 
meet,  and  which  had  been  advanced  by  certain  favorable,  the  heaviest  grade  being  forty  feet  to 
parties  for  account  of  Mr.  Sloo,  but  they  have' the  toile,  and  the  whole  length  only  7  miles  greater 
also  agreed  to  take  the  bonds  of  the  company  io  than  ao  air  line.    Mr.  Gray,  of  Georgia,  between 


Popniatlon  of  €lev«I«iMl. 

The  census  of  Cleveland  has  just  been   taken,  ; 
which  shows  the  following  result:  . .  .s.'.  {].  .H^l", 
Pop.  1850.  Pop.  1853. 

1st  Ward 7,837  6,896 

2d      "   ' 5,390  10,277 

3d       "      3,608  4,389 

4th     "      10,203 

Colored  Pop 211  406 

17,041     ■  31,219 

OhioCity 6,366  9,992 

23,40v5  41,208 

28,406 

Increase  in  tliree  viars 17,800 

Cincinnati  aii<l  r.lrvclai»i(  )!$tra!({lit  Klnc. 

We  notice  by  the  Oliin  ])a;iers  that  a  n'.w  line 
of  railro.td,  a  f/raighi  liii.-,  between  Ciuciuiiati  and 
Cleveland  is  seriously  proposed.  At  the  head  of 
the  enterprize  is  the  Hon.  Thos.  Corwin,  late  Se- 
cretary of  the  Treasury,  who,  we  ste,  has  been 
"speaking"  ut  various  points  on  the  proposed 
route,  in  favor  of  the  project,  j---.i..  - 

Of  course,  there  if  no  objection  to  a  straight 
line  between  the  above  cities,  except  so  far  as  the 
public  would  be  the  losers  thereby.  There  are  al- 
ready two  lines  I'f  railroa  I  b-.  tween  Ciociuuati  and 
Cleveland,  either  of  wj-.ich  furnish  all  the  accom- 
modations required.  At  le*^t  we  never  head  any 
complaint  from  any  liuartcr.  They  are  not  air 
lines,  but  it  does  nut  tiold  that  they  are  not  the 
tjiorlest  lines,  notwithstanding.  The  Erie  Road  is 
some  76  miles  longer  th.m  ;>.  .'■Irai^'M  line  between 
this  city  and  Buffalo,  but  is  the  shoTivsi practtcalAe 
line,  and  those  vvho  would  attempt  to  improve  it, 
by  making  a  sfwrtci  one,  would  increase  the  dis- 
tance as  measured  by  time  and  expense  of  trans- 
portation as  much  as  they  would  dir)iinis-i  the 
actual  length  of  line.  S>  too  wiih  the  Baltimore 
and  Ohio  Railroad.  It  takes  tho  short  cut  to  the 
Ohio,  though  by  a  much  longer  roaic  than  a 
straight  line.  The  siorttst  is  an  equated  one,  tho 
element))  in  the  calculation  being  lineal  distance, 
grades  and  curves.  We  see  no  reason  to  doubt 
that  the  line  made  up  of  the  Little  Miami  and 
Cleveland  and  Columbus  is  not  the  short  line 
between  Cincinnati  and  Cleveland ;  the  straight 
line,  if  you  please,  especiallyfif  Columbus  be  a 
necessary  point  in  the  route.  If  not,  then  tho 
bend  made  to  accommodiitc  that  city  will  be  cut 
off  by  the  Springfield  and  Delaware  R«>ad,  which, 
with  the  above,  will  make  a  much  shorter  line 
between  the  above  cities  thau  can  be  constructed 
upon  amj  route.  This  new  line  is  about  bcin^ 
o;)ened ,  and  will  supply  every  needful  acc<xnmo- 
datiun  between  the  above  cities,  and  with  the 
roads  alre;idy  in  operation,  to  the  country  tra- 
versed.    '^f,rCj:j;».' 

In  face  of  all  these  roada,  to  attempt  to  con- 
struct a  new  through  route  is  utterly  preposterotts. ' 
To  propose  it  seriously  is  to  impeach  one's  own 
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sanity.  There  is  not  a  man  in  or  ont  of  Ohio, 
that  would,  npon  reflection,  lend  one  cent  to  the 
Bcheme.  All  money  spent  upon  will  be  wasted, 
and  anlew  iti  projectors  desist,  they  will  do 
something  worse  tb»n  lose  their  money. 

There  may  be  points  on  the  proposed  route, 
where  short  branches,  connecting  such  with  the 
great  routes  in  operation,  may  be  advisable,  bat 
these  can  be  conatnicted  without  the  necessity  of 
rmriog  the  question  of  a  new  through  route. 

InelliMcl  Planes  ror  CanaU. 

In  a  recent  number  of  the  Journal  a  description 
was  given  of  the  Newark  Incline  of  the  MoTis 
Canal.  The  success  witJi  which  the  engineer,  W. 
H.  Talcott,  Esq.,  adapted  Ihis  direct  mode  of  over- 
coming the  rise  and  fall  of  artificial  navigation  at- 
tracted, at  once,  the  attention  of  those  engaged  on 
other  works,  in  need  of  similar  expedients.  The 
Monkland  Canal,  at  Blackhill,  near  Glas- 
gow, Scotland,  overcomes  an  elevation  of  ninety- 
six  feet  within  less  than  one-fourth  of  a  mile.  To 
overcome  the  ascent  in  the  usu»l  manner  would 
require  twelve  locks,  the  cost  of  which  could  not 
be  much  less  than  £60,000,  or  about  $250,000  ;— 
while  the  time  of  passage,  averaging  from  two  to 
three  houre  for  each  boat,  would  be  a  serious  ob- 
stacle in  the  operation  of  a  canal  passing,  in  some 
seasons,  over  fifly  boats  in  a  day.  The  supply  of 
water  necessary  for  locks  was  a  matter  involving 
gresit  difBculty,  and  towards  the  close  of  the  year 
1849,  two  years  after  the  successful  completion 
and  operation  of  Mr.  Talcott's  planes  in  our  own 
country,  Mr.  James  Leslie,  engineer,  of  the 
Monkland  canal,  commenced  buildiug  an  in- 
clined plane.  In  Jul/,  1860,  the  work  was  com- 
pleted and  in  action.  A  paper  was  read  by  the 
Engineer,  April,  28th,  1861,  before  the  Royal  Scot- 
tish Society  of  Arts,  giving  a  description  of  the 
•onstmction  of  the  work,  and  from  a  reprint  of 
which  we  gather  the  following  general  facts. 

There  are  two  lines  of  rails  on  the  incline,  a 
caisson  running  on  each,  acting  as  counterpoises 
to  each  other,  and  thus  reducing  the  amount  of 
tractive  power  required. 

The  two  caissons  are  constructed  of  boilerplate, 
^  and  6-16  inch  thick,  riveted  together.  They 
are  each  strengthened  by  thirty  ribs  of  T  iron,  and 
are  set  on  a  vn"ought  iron  carriage,  strongly  fram- 
ed and  braced,  and  raised  up  at  the  lower  end,  so 
aa  to  keep  the  caisson  level. 

The  caissons  are  seventy  feet  long,  or  just  the 
extreme  length  of  the  boats  including  the  rudder : 
13  feet  4  inches  wide,  and  2  feet  9  inches  deep, 
exclusive  of  wash-boards  to  keep  the  water  from 
•plashing  over. 

The  water  is  only  meant,  however,  to  be  2  feet 
deep,  that  being  sufficient  to  float  the  deepest 
empty  boat.  The  cross  section  of  the  caisson  is, 
as  nearly  as  may  bo,  taken  from  the  mould  of  the 
boats,  with  a  hollow  space  for  the  keel,  so  as  to 
contain  as  little  superfluous  water  as  possible. — 
Each  caisson  has  ten  pairs  of  wrought  iron  flanged 
wheels,  similar  to  those  of  an  ordinary  railway 
carriage,  whereof  eight  pairs  are  of  three  feet  dia- 
meter, one  pair  2  feet  3  inches  diameter ;  and,  in 
wder  to  keep  the  caisson  as  low  as  possible  above 
the  rails,  the  uppermost  pair  is  only  eighteen  inch- 
es diameter.  -^^  "?'  *    ^.r-^r 

There  are  upright  timber  f^ndert  at  the  sides  of 
the  caissons  for  guiding  the  boats,  and  for  fixing 
the  sluice-fearing,  framed  and  bound  across  the 


top,  so  as  to  give  greater  strength.  The  sluices 
arc  counterbalanced,  and  are  worked  each  by  two 
racks  and  pinions.  The  weight  of  the  carriage, 
ctisson  and  water,  or  water  and  boat,  varies  from 
70  to  80  tons. 

The  gauge  of  the  railway  is  seven  feet,  and  the 
distance  between  the  centers  of  the  two  lines  of 
rails  is  18  feet  3  inches.  The  gradient  is  1  in  10 ; 
and  the  height  from  surface  to  surface  of  water, 
being,  as  before  stated,  ninety-six  feet,  and  the 
length  of  the  carriage  70  feet,  the  whole  length  of 
the  incline  requires  to  be  1030  feet ;  but  an  addi- 
tional length  often  feet  has  been  allowed  as  a  pro- 
vision for  the  case  of  the  water  being  very  low  in 
the  lower  reach,  and,  consequently,  the  whole 
length  of  the  incline  is  1040  feet. 

The  rails  are  66  lbs.  to  the  yard,  with  flat  soles, 
and  arc  screwed  down  to  longitudinal  sleepers, 
These  are  of  half  logs  where  the  ground  is  solid, 
laid  on  continuoui)  stone  blocks  with  cross-ties  16 
feet  apart  j  but  are  of  whole  timbers  with  cross 
bearers,  resting  on  piles  twelve  feet  apart,  where 
the  ground  is  made  up  and  soft.  There  is  a  cast 
iron  ratchet  plate  along  the  outside  of  each  rail, 
also  screwed  down  to  the  longitudinal  sleeper,  and 
as  a  means  of  safety  in  the  event  of  anv  accident 
l>efalling  the  ropes  or  machinery,  there  are  palls 
attached  to  the  carriages,  working  constantly  into 
tho  teeth  of  the  ratehets  while  the  caisson  is  as- 
cending, and  ready  to  drop  into  them  when  des- 
cending, the  instant  the  tension  is  taken  oflT  the 
rope. 

The  motion  is  given  by  two  coupled  liigh  pres- 
sure steam  engines,  of  26  horse  power,  each,  with 
horizontal  cylinders.  This  is  a  much  greater  pow- 
er than  is  needed  during  a  greater  part  of  the 
transit ;  but  it  is  nearly  all  required  at  the  time 
when  the  descending  caisson  is  entering  the  water 
and,  so  losing  its  gravity,  ceases  to  act  as  a  coun- 
terpoise, in  consequence  of  which  the  engines  have 
for  a  short  distance,  to  pull  up  nearly  the  whole 
weight  of  the  a.scending  caisson,  water  and  boat. 

There  is  a  double  friction  drag  on  the  fly  wheel, 
acted  on  by  the  piston  rod  of  a  small  steam  cylin- 
der, by  means  of  which  the  machinery  may  be 
speedily  stopped  and  held  on. 

A  pinion  on  the  crank  shaft  outside  of  the  en- 
gine hoQse,  two  feet  four  and  a  half  inches  in  dia- 
meter, drives  a  si)ur  wheel  on  the  lying  shaft  of 
seven  feet  nine  inches  diameter,  having  a  friction 
wheel  in  its  interior,  which,  for  the  sake  of  safety, 
and  of  preventing  shocks,  is  made  to  slip  when 
any  unusual  resistance  is  mot  with.  The  intro- 
duction of  this  friction  wheel,  which  is  similar  to 
that  commonly  used  in  dredging  machines,  was 
suggested  by  Messrs.  Yule  and  Wilkie,  the  con- 
tractors for  the  machinery  and  is  a  decided  im- 
provement. 

A  pinion,  two  feet  ten  and  a  half  inches,  on  the 
lying  shaft,  drives  a  spur  wheel  of  ten  feet  seven 
inches  on  the  drum  shaft,  which  is  farther  down 
the  incline,  being  on  the  left  hand  line  of  rails  in 
looking  down,  or  the  further  side  from  the  engine 
house.  This  spur  wheel  drives  another  similar 
wheel  on  the  drum  shaft  which  is  uppermost,  and 
on  the  right  hand  line  of  rails  looking  down,  or  the 
side  nearest  the  engine  house.  These  shafts  are 
all  of  wrought  iron.  -  , 

It  is  necessary  to  have  the  two  drums  on  separ- 
ate shaifts,  so  aa  to  move  in  opposite  directiuos,  in 
order  that  the  one  may  coil  and  the  other  uncoil 


the  rope  at  the  same  time,  both  by  the  upper  side, 
otherwise  another  drum  or  pulley  woald  have 
been  required  to  bring  up  the  rojjc  from  tho  lower 
side  of  one  of  the  drums.  The  drums,  or  rope  rolls 
are  sixteen  feet  in  diameter,  lour  feet  broad,  and 
make  one  twn  nearly  for  every  twelve  strokes  of 
the  engine  ;  so  that,  while  the  whines  arc  going 
at  their  usual  .speed  of  forty  strokes  (though  they 
often  go  considerably  faster,)  tho  caissons  are 
travelling  at  the  rate  of  about  two  miles  per  hoar, 
and  the  time  occupied  in  ascending  or  destcendiog 
s  between  five  and  six  minutes. 

This  arrangement  of  caissons  and  driving  gear, 
and  the  application  of  steam  power,  although  more 
complicated  and  exiiensive  than  that  of  the  planes 
in  use  on  the  Morris  canal,  and  with  tho  advantage 
possessed  by  the  latter,  of  a  sufiicient  «up[jly  of 
water,  far  from  Iteing  a.s  economical  i:i  cpemtion, 
gives,  nevertheless  a  great  su[)eriority  over  any 
other  mode  of  transferring  the  boats  from  one  lev- 
el to  another. 

The  flnanciai  prosperity  of  the  Monkland  canal 
has  been  .to  much  enhanced  by  the  combined  in- 
fluence of  these  improvements  and  tho  develope- 
nient  of  the  mineral  district  for  wliich  the  canal  i« 
the  outlet,  that  the  original  £100  shares,  down  at 
one  time  to  £6  or  £7,  afterwards  rose  to  be  worth 
about  £3,200. 

Mr.  Leslie  states  the  total  cost  of  the  incline, 
including  land,  as  £18,500,  more  iha.i  three  times 
the  cost  of  the  first  56  feet  plane,  built  on  Tal- 
cott's plan,  on  the  Morris  Canal.  From  the  20th 
of  March  to  August  23d,  1861,  there  were  passed 
over  the  incline  5,227  boats  up,  and  22-">  dow-n, 
making  a  total  of  5,452.  The  longest  days"  work 
was  ten  hours,  and  the  greatest  number  of  boaus 
passed  in  a  single  day  w;is  -w.  Rath<T  a  siugul.tr 
efiect,  and  one  which  it  may  bu  worth  noticing,  is 
produced  in  the  frequently  occurring  c:i!>es  of  the 
boats  being  taken  uj),  for  the  sake*  of  lighteniii- 
the  load,  with  rather  less  than  the  full  defith  of 
water  in  the  caisson,  which  is  da<-  t^*  the  level  of 
the  canal,  or  when  the  ui)per  reach  of  the  «anal  is 
over-full.  On  the  opening  the  two  gates  or  slui-~ 
ces,  after  the  caisson  ha*.  Ijoon  pressed  close  to  the 
mouth  of  the  canal,  a  rush  of  water  takes  place 
from  the  canal  into  the  caisson  to  level  the  sur- 
face, and  this  water  being  stopped  by  the  after- 
end  of  the  caisson,  recoils,  and  forms  a  wave  in 
the  opposite  direction,  which,  striking  the  stem 
of  the  boat,  drives  it  with  considerable  impetus 
out  of  the  caisson  into  the  caual.  without  any  help 
being  required  from  the  horse.  This  result,  which 
was  quite'  uniooked  for,  consids^rably  expedites  the 
working  of  the  incline. 

On  the  whole,  American  ingenuity,  after  receiv- 
ing the  credit  due  to  the  general  idea  of  thu  man- 
ner in  which  tho  incline  is  wo  ked,  can  reject 
many  of  the  modifications  applied  by  the  Scotch 
engineer,  as  tending  ouly  to  increase  both  the  ex- 
pense of  construction  and  operation.  In  compar- 
ing the  expense  of  the  applications  already  made 
in  each  country,  it  must  be  remembered  that  the 
capacity  of  the  American  planes  is  more  than 
double  that  of  the  other.  The  American  plane 
combines  greater  simplicity  of  driving  g-ar;  equal 
power  of  control ;  grcat*^-  facility  in  ftiteriag  and 
clearing  the  boat ;  reduces  and  eqnaliz^-s  the  v.  hole 
load  drawn,  and  reduces  vei  y  icucli  tiin  expense 
of  driving  power  and  attendencc.  It  is  just,  how- 
ever,  to  observe  that  on  the  Morris  and  Lehifb 
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eaaals  tbe  boats  were  adapted  to  the  section  truck 
drawn  over  a  snmmit  out  of  the  canal,  by  which 
there  was  no  necessity  of  especial  provision  against 
stralningjthe  boat. 

The  American  adaptation  of  the  inclined  plane 
to  canals,  possesses,  in  an  eminent  degree,  the  dis- 
tiDgnishing  traits  of  originality  and  simplicity. 

z.  c. 


Pacific  Railroad. 

Hob.  Wm.  H.  Seward  has  introdneed  into  the 
Senate,  a  Bill,  of  which  the  following  is  a  copy, 
providing  for  the  constraction  of  a  Railroad  to  the 
Pacific. 

A  BILL  to  Provide  for  the  Construction  of  a  Mili- 
tary and  Postal  Railroad  through  the  Territo- 
ries of  the  United  States  lying  between  the  At- 
lantic States  and  the  St<'ite  of  California : 
Be  it  enarled  by  tlu  Senate  and  Himsc  of  Reprt- 
unUUivis  of  tfie  United  Slalts  of  Anierka  in  Con- 
gress assembled — That  a  good  and  substantial  first 
class  donble  track  Railroad  may  and  shall  be  cou- 
fltructed  throughout  the  Tej  ritories  of  the  United 
States  north  of  the  fortieth  parallel  of  North  lati- 
tude, from  some  point  in  the  wvsteni  boundary  of 
some  of  the  Atlantic  States  west  of  the  Mi^isissip* 
pi  to  some  point  in  the  eastern  bonier  of  the  State 
of  California.  The  location  and  route  of  such 
Milroad  shall,  within  one  year  from  the  date  of  the 
contract  hereinaAer  mentioned,  be  tixed  an<l  de- 
termined by  the  company  who  shall,  in  manner 
hereinafter  mentioned,  contract  with  tlie  United 
States  for  the  construction  of  the  same.  The 
pub'Jc  land  necessary  for  tlie  bed  of  such  road, 
of  a  width  to  be  determined  by  the  Secretary  of 
War,  is  hereby  cedevl  and  granted  to  the  said  com- 
pany for  the  i»erio<l  that  they  shall  exist  and  con- 
tinue to  work  and  optTat*;  such  road  in  conformi- 
ty to  the  act.  The  said  railroad  shall  be  commenc- 
ed within  eighteen  months  from  the  date  of  such 
contract,  and  shall  be  completed  within  five  years 
thereafter,  and  one-fifth  p^rt  thereof,  having  rela- 
tion to  the  estimated  cost  of  the  entire  construc- 
tion and  equipment  thereof,  shall  be  completed 
within  each  of  the  said  five  years.  The  road  may 
be  constructed  by  any  company  or  association 
who,  having  been  duly  incorporated  by  the  Legis- 
lature of  any  of  the  United  States  with  powers 
for  that  purpose,  shall  obtain  the  contract  with  the 
United  States  hereinafter  mentioned.  The  Secre- 
tary of  War  shall  immediately  after  the  pa.ssage 
of  this  act  issue  and  publish  in  each  of  the  citips 
of  the  United  States  for  the  term  of  — ' —  weeks,  a 
notice  inviting  sealed  proposals  for  the  construc- 
tion of  the  said  railroad  according  to  the  condi- 
tions and  provisions  of  this  act,  and  at  the  expira- 
tion of  that  time  the  proposals  shall  be  opened, 
•nd  the  said  Secretary  shall  then  award  and  make 
*  contract  of  that  date  for  the  construction  of  the 
said  railroad  to  and  with  the  company  who  shall 
have  proposed  to  contract  the  same  upon  the  terms 
most  favorable  to  the  United  States  according  to 
the  provision  of  this  act,  and  shall  comply  with 
the  said  provision  in  regard  to  the  execution  of 
the  contract.  The  said  .contract  shall  bind  the 
United  States  to  pay  the  said  company  the  sum  so 
bid  by  the  said  company,  being  the  lowest  sum 
bid  by  any  company  complying  with  the  provision 
herein  contained,  in  the  manner  and  at  the  times 
hereafter  mentioned,  in  money  or  in  five  per  ctint. 
stock  of  the  United  States,  redeemable  after  twen- 
ty years  as  the  plea-^ure  of  the  United  States.  The 
eompany  who  shall  so  contract  bhall,  when  exe- 
cuting the  contract,  deposit  with  the  Treasurer  of 
the  United  States  in  money  or  in  State  stocks,  or 
in  stocks  of  the  United  States,  at  par  value,  five 
millions  of  dollars  as  security  for  the  performance 
of  the  contracts.  They  shall  receive  to  their  own 
itse  she  interest  on  such  moneys  and  stocks,  pro- 
vided that  the  United  States  will  pay  no  more  in- 
terest thereon  than  the  rate  of  interest  which  the 
said  slocks  bear,  and  which  shall  actually  be  re- 
ceived in  case  of  State  stockt. 

Whenever  the  company  shall  fail  to  carry  on  the 
MBetmetioD  aod  equipment  of  said  road  as  is 


herein  before  provided,  they  shall  forfeit  to  the 
use  of  the  United  States  one  hundred  thousand 
dollars  of  the  moneys  and  stocks  so  deposited  for 
every  month  such  default  shall  continue.  When 
the  work  shall  have  been  completed  within  the 
period  before  mentioned,  to  the  satisfaction  of  the 
Secretarj-  of  War,  then  the  moneys  or  stocks  so 
deposited,  or  the  portion  thereof  remaining  atler 
such  forfeitures,  shall  be  repaid  and  redelivered 
to  said  company.  The  company  constructing  the 
said  railroad  shall  within  the  naid  period  of  fire 
years  fully  and  adequately  equip  the  same  and 
put  it  into  operation.  They  shall  enjoy  to  their 
own  use,  for  fifty  years,  the  profits  and  emolu- 
ments of  the  said  road,  but  they  shall  neverthe- 
less at  all  times  transport  the  mails,  the  troops, 
and  the  military  and  naval  stores  and  munitions 
of  war  of  the  United  Slates  at  reasonable  rates, 
to  be  determined  by  the  Department  requiring 
such  transportation,  and  Cuogress  shall  have  the 
right  at  any  time  to  reduce  the  tolls  and  fares  to 
be  charged  for  passengers  and  freight,  if  they 
shall  think  necessary,  so,  however,  as  to  allow  al- 
ways a  profit  of  ten  per  cent,  upon  the  actual  in- 
vestment of  the  company,  and  the  United  States 
may  also,  by  an  act  of  Congress,  resume  the  said 
road,  and  all  the  fVanchises  hereby  granted,  on 
paying  to  the  said  company  the  moneys  which 
they  shall  have  actually  expended  in  making  and 
equipping  said  road,  exclusive  of  the  moneys  and 
stocks  received  from  the  United  States,  with  ten 
per  cent,  interest  per  annum  thereon.  The  com- 
pany contracting  for  the  construction  of  the  said 
railroad  shall  expend  thereon  actually  and  in  good 
faith  one  million  of  dollars  of  its  own  moneys  be- 
fore it  shall  be  entitled  to  receive  any  money  from 
the  United  States.  The  whole  amount  of  the  prob- 
able cost  of  the  said  road  shall  be  ascertained  and 
certifie<l  by  the  chief  of  the  Topographical  Bureau 
of  the  United  States,  and  when  such  sum  uf  one 
million  of  dollars  shall  have  been  so  expended  by 
the  company  to  the  satisfaction  of  the  Secretary 
of  War,  then  the  Treasurer  of  the  United  States 
shall,  on  the  order  of  the  Secretarj'  of  the  Trea- 
sury, pay  to  said  company  such  sum  as  in  relation 
I  to  the  whole  sum  to  be  paid  by  the  United  States 
I  shall  bear  the  .same  proportion  as  one  million  of 
j  dollars  to  be  expended  by  the  company  shall  bear 
to  the  whole  amount  of  the  estimated  cost  of  the 
I  said  railroad,  exclusively  of  the  moneys  to  be  paid 
by  the  United  States. 

Sec.  '1. — And  be  it  further  enacted,   that  the 

Secretary  of  War  shall  set  apart  ."ind  lay  out  into 

village  and  city  lots  sufficient  plots  of  ground,  at 

the  several  places  which  shall  be  fixed  upon   by 

the  Engineers  of  said  company  or  by  himself,   for 

I  depots  and  stations,  and  any  such  land  shall  thcrc- 

I  after  not  be  sold  as  other  public  lands  are  sold,  but 

I  only  on   due   notice    and   for  the    highest  terms 

'that    can  be  obtained.     The  price  of  the  public 

I  lands,  within   the   distance  of  six  miles  on   each 

I  side  of  the  said  road  and  not  included  within  said 

i  village  and  city  plots,   is  hereby  fixed   at  two  dol- 

1  lars  and  fifty  cents  per  acre,   and  the   price   of 

I  public  lands  lying  more  than  six  miles  and  not  less 

{than  twelve  miles  distant  from  the  track  of  the 

I  said  road  on  either  side  thereof  is  hereby  fixed  at 

one  dollar  and  eighty-seven  cents  per  acre. 

j     Whatever  may  be  said  of  the  general  merits  oj 

the  above  bill,  there  arc  several  objections  which 

I  it  strikes  us  are  fatal  to  its  success. 

The  first  is  the  assumplion  of  route.     Now  the 

•  question  of  route  of  a  railroad  to   the   Pacific,  is 

;  not  one  of  law,  but  of /<w^     Mr.    Seward  inverts 

the  ordinary  mode  of  proceeding  in  such  cases. 

Routes  for  railroads  are  not  determined   by  the 

;  opinions  of  interested  parties,  but  by  the  testimony 

i  of  engineers.     Mr.  Seward's  plan  precludes  all  re- 

1  sort  to  such  testimony  ;   and   should  it  turn  out 

'  that  no  practicable  route  can  be  found   north  of 

the  40th  parallel,  then  his  bill  is  one  providing  for 

the  n0>i-con8truct{on  of  a  railroad  to  the  Pacific. 

When  sensible  men  undertake  the  construction  of 

a  railroed,  tbey  rery  wisely  rend  for  an  enfineer 


to  determine  whether  the  work  be  practicable, 
and  which  of  the  routes  proposed,  is  the  most  *o. 
Having  determined  these  points,  they  proceed  ac- 
cordingly. To  act  otherwise,  would  be  jo  attempt 
what  might  be  impossible,  and  forfeit  the  confi- 
dence of  the  public,  and  perchance  involve  them- 
selves in  ruin. 

Again,  the  only  way  in  which  the  whole  country 
can  be  brought  into  the  support  of  one  route,  is  to 
show  its  superiority  to  all  others.  The  scheme 
mast  have  the  moral  strength  which  this  superior- 
ity alone  can  give.  To  assume  that  the  best  route 
is  to  be  found  north  of  the  40th  parallel  is  a  direot 
insult  to  all  the  claims  south  of  that  line.  To  say 
that  all  such  are  unworthy  examination,  would  h« 
to  array  one  half  of  the  country  against  the  north- 
ern line.  ^  To  a  conviction  that  a  morr  southern 
route  would  be  the  better  one,  would  be  added 
the  keen  sense  of  injustice,  which,Mf  it  did  not 
prove  fatal  to  every  project,  would  keep  the  coun- 
try in  a  constant  ferment,  which  could  only  be  al- 
layed by  the  eonsiruclion  of  tw<'  roads.  But 
should  "uch  route  l>e  taken,  as  is  manifestly  supe- 
rior to  (iJl  otli'-rs,  the  t^rneral,  would  be  followed 
by  the /wr^tVw/i//,  assent  of  every  section  of  the 
comitry. 

The  question  of  route  involves  ;wo  considera- 
tions; that  of  comparative  cost,  and  adaptation  to 
the  commercial  waitts  of  the  country.  Where  the 
first  is  balanced  in  several  routes  proposed,  that  of 
convenience  should  be  allowed  to  determine  the 
result ;  and  to  say  that  the  line  of  convenience  is 
north  of  the  40th  parallel,  is  a  conclusion  very  dif- 
ferent from  that  to  which  the  parties  may  come 
who  are  to  build  the  road.  It  is  to  be  presumed 
that  such  persons  are  much  more  competent  judg- 
es than  mere  mem't>ers  of  Congress. 

iVgain,  Mr.  Sewartls  Bill  provides  for  the /ocalt^w 
of  the  route  within  one  year  from  the  date  of  the 
contract ;  a  matter  which  any  engineer  would  tell 
him  is  impossible.  •  This  is  the  second  "felo  de  *e" 
which  the  bill  contains.  With  the  imperfect  data 
which  exists,  two  or  three  years  would  not  sufBoe 
for  the  lociUio-n  of  a  road.  Each  route  proposed 
would  hare  to  be  thoroughly  examined,  and  the 
best  one  deduced  from  a  comparison  of  all  with 
each  other.  Neither  can  the  road  be  built  within 
five  years  after  the  completion  of  the  contract  for 
construction  ;  a  third  "felo  de  se.''  As  the  cost  of 
the  road  cannot  be  determined  within  one  year 
from  the  date  of  such  contract,  the  chief  of  the 
Topograpical  Bureau  cannot  ascertain  its  cof/,  con- 
sequently the  payments  cannot  be  made  in  the 
manner  prescribed — a  fourth  felo  de  se. 

As  to  the  minor  details  of  Mr.  Seward's  Bill  we 
are  indifferent.  We  question  however,  the  expedi- 
ency of  having  the  general  government  aid  the 
work  by  direct  assistance  in  moneij.  We  believe 
the  requisite  aid  might  be  given  in  some  other 
manner.  Our  idea  is  that  government  should  en- 
courage two  or  three  schemes,  by  liberal  grants  of 
lands  upon  their  proposed  lines ;  say  the  Nortktrn, 
or  Missouri,  the  Central,  or  Benton's,  and  the  more 
Southern  route  by  SZ  Paw."  Let  government  make 
similar  grants  to  the  parties  or  companies  represent 
ing  thee  three  routes,  and  then  let  these  partiesc 
presesent  their  claims  to  the  Ci^mmercial  Vforld,; 
which,  left  free  to  act  upon  an  unbaased  judge- 
ment, would  certainly  take  up  anl  complete  the 
best  route,  first.  Should  the  result  justify  their 
oostraction,  the  others  would  follow,  and  we> 
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iciU  crasifler  their  resp,yvsihilUy  ended.  No  uoUc« 
was  given  b^  the  coosigiiees  to  die  compauj  be- 
fore aotioa  brought. 

The  Court  held  on  exceptions — 

1.  That  the  action  was  justly  brought  io  the 
name  of  the  consignor,  as  bis  ownership  in  the 
butter  conlinned  after  his  deliveiT'  thereof  to  tkft 
carriei-s. 

2.  Tuat  ihe  notice  would  not  protect  txt«  o*rrittr 
from  its  being  vague  and  anibiguou;! 

I .Wt'NCTiON    AQAINSI    TBK    £BIE    ftlOTERS. 

The  Supreme  Court  of  PeoasjlT&nia  have  grant- 
ed tho  application  of  the  Franklin  Canal  C<Hnpa- 
ny  for  a  special  injunction  io  restrain  the  authori- 
ties of  Erie  from  tearing  up  the  rails  of  said  com- 
pany in  tb«  city  of  Erie.  The  iujunctioa  being 
merely  to  stay  waste ;  the  Court  will  hear  the 
city  of  Erie  on  a  motion  to  dissolve  the  injunc- 
tion. 

Franklin  Canal  Co.  Cask. — We  annex  a  copy 
of  the  unaniaaous  opinion  of  the  Supreme  Court 
of  Pennsylvania,  delivered  on  Saturday,  in  the 
case  of  the  Franklin  Canal  Co.,  against  the  city  of 
Erie,  praying  for  an  ii^jtmction  to  prevent  injury 
to  the  railroad  of  said  Company,  ext*oding  WMt- 
wardly  from  Erie  toward  Cleveland.  It  enjoins 
the  city  authorities  of  Erie  and  all  acting  under 
them,  and  all  others,  not  only  from  doing  any  far- 
ther damage  to  the  road,  but  also  fVorn  doing  any 
thing  to  prevent  restoring  the*^part  already  torn 
up  or  injured,  and  from  hindering  in  Any  way  the 
free  and  safe  working  of  the  road. 
SypREME  Court. — Preaent,  Chief  Justioe   Blac^ 

and  Justices  Lowrie  and  Woodward. 

The  following  opinion  was  given  by  Cbief  Jus- 
tice Black  : 

The  Franklin  Canal  Co.  vs.  City  of  Erie  and 
others — in  Equity. 

This  bill  prays  us  to  enjoin  the  defendants  from 
tearing  up  and  destroying  the  plainti£&'  railroad. 
The  at&davits  laid  before  us  make  it  impoMible 
for  us  to  doubt  that  some  mi.<«chief  of  the  kind 
complained  of  has  already  been  done  and  mor* 
threatened. 

Upward  of  a  year  ago  the  Attomey-Oeneral 
filed  a  bill  against  the  plaintiffii,  complaining  that 
they  had  violated  their  charter,  and  in  fraud  of 
the  law  which  gave  them  a  corporate  ezi^tAnce, 
had  made  a  road  to  connect  Buffalo  and  Clere- 
land  instead  of  Erie  and  Pittsburgh.  On  a  motion 
for  a  special  injunction,  the  whole  subject  (I  meak 
the  entire  merits  of  the  case)  wa-s  elaborately 
argued.  We  refused  the  injunction  then  asked  for, 
because  a  positive  statute  stood  in  the  vtay,  but 
expressed  our  conviction  that  the  complaint  was 
well  founded.  On  the  final  hearing  of  that  cause 
the  righUi  of  the  Commonwealth  and  of  the  Com- 
pany might  have  been  fully  settled  long  ago.  We 
know  not  who  is  to  blame  for  the  delay.  liut  it 
is  certainly  very  unfortunate  since  it  has  caused  a 
state  or'  things  so  much  u>  be  deplored  as  that  de- 
scribed in  the  bill  now  before  us.  If  the  citixeos 
of  Erie  are  wronged,  and  hare  ne  way  <it  gettiag 
justiee  besides  the  irregular  course  of  takicg  it 
with  their  own  strong  bands,  then  the  law  U  in  di^ 
grace.  If  the  judicial  p-ibuuals  have  still  iii« 
power  to  right  them,  it  Is  fSlly  for  them  to  resort 
to  measures  which  nothing  but  the  sheerest  neces- 
sity can  ever  excuse. 

We  are  not  now  to  decide  whether  a  railroad 
built  by  a  company  in  contravention  of  ita  charter, 
is  liable  to  be  destroyed  and  tor&  up  as  a  publi« 
nuisance.  What  effect  the  license  of  the  City  of 
Eriu  should  have  is  also  a  question  which  is  re- 
served for  its  proper  time.  We  have  not  yet  said, 
and  we  will  not  say  at  present,  what  portion  of 
the  plaintifls'  road  is  open  to  the  objection  even 
of  illegality,  or  whether  tbe  departure  from  iu 
rifht  to  hold  property  in  the  corporate  name,  to  ]  vn  ngard  to  the  lint  vnikin  2A  hours,  or  tit  company  \  proper  track  to  make  «  connectioa  with  iLe  Clere- 


sue  and  be  sued  by  that  name,  to  contract  by  a 
seal.  If  the  corporation  be  recognized  for  any 
purposes  these  rights  are  also  recognized.  But  to 
build  and  use  a  railroad,  or  take  tolls  or  fare,  calls 
for  a  special  Legislative  authority.  So  foreign 
Banks  may  sue  in  Vermont,  levy  their  execution 
on  land,  and  take  land  in  payment  of  their  debts, 
but  they  c&nnot  issue  notes  as  a  currency,  nor 
make  discounts,  without  express  permission  so  to 
do.  Justice  McKinley,  indeed,  denied  to  foreign 
Banks  any  title  to  the  privilege:^  above  mentioned, 
b'lt  his  decision  was  speedily  rev«'n>ed  by  the  Su- 
preme Court  of  the  United  States. 

In  the  case  of  Lumbard  vs.  Aldrich  (8  N.  H.  31) 
it  was  held  that  a  corporation  created  by  the  laws 
of  another  State,  may  take  and  hold  land  in  New 
Hampshire.  Parker  J.  says — If  they  may  sue, 
they  may  satisfy  their  judgment  by  a  levy  on  land, 
and  of  course,  hold  the  land  and  convey  it.  And 
if  they  can  do  this  they  may  take  title  by  a  deed 
in  satisfaction  of  a  debt,  by  agreement  or  upon 
any  other  consideration.  The  same  point  is  deci- 
ded in  Silver  Lake  Bank  vs.  North,  (4  Johns,  Ch. 
R.  370,)  and  in  cases  in  most  other  States  of  the 
Union.  The  like  rule  is  declared  in  a  multitude  of 
Vermont  cases,  of  which  one  of  the  most  recent  is 
the  Grafton  Branch  vs.  Doe  19th  Vt.  Rep.  463. 
Most  of  the  bridges  across  the  Connecticut,  have 
been  built  by  companies  chartered  in  New  Hamp- 
shire, but  like  the  railroad  in  question  their  west- 
em  termini  are  established  in  the  soil  of  Vermont. 
And  this  has  been  acquiesced  in  for  more  than 
half  a  century.  This  indicates  the  law  of  Vermont 
in  regard  to  the  road  and  bridge  corporations  of 
States  conterminous  with  Vermont,  especially 
when  it  is  considered  that  corporations  have  been 
created  in  the  said  State  with  express  permission 
to  connect  with  the  Boston,  Concord  and  Montreal 
road. 

On  the  whole,  the  Court  holds  the  sovereignty 
of  Vermont  to  be  intact,  notwithstanding  the  do- 
ings of  the  defendants.  Yet  the  railroad  company 
have  not  the  paranu>unt  right  to  the  soil,  which 
by  virtue  of  the  principle  of  what  is  technically 
called  eminent  domain  is  vested  in  the  State.  The 
Court  will  not  permit  any  interference  with  the 
company's  quiet  possession  of  their  land,  upon  the 
mere  ground  that  they  purpose  to  erect  a  bridge 
under  a  grant  from  the  owners  of  the  fee  of  the 
land. 

Yet  the  company  hold  their  15  acres  in  question 
subject  to  the  public  reserved  right  of  eminent  do- 
main, like  all  other  laud  owners,  and  may  be  here- 
aAer,  possibly,  in  some  measure  curtailed  in  the 
enjoyment  of  their  rights  by  the  action  of  the  Leg- 
islature. ;  ■  ?.  .  >  " 
NOTICES     OP     COMMON     CIRB.KRS — WHEN     JNV.tLin. 

The  Supreme  Court  of  Massachusetts  have  late- 
ly had  uudev  examination  the  case  of  San/nrd  vs. 
ih«  Housato-nic  Railroad  Company,  which  was 
brought  to  recover  damages  for  injary  sustained 
the  land  deseribed,  in  any  way  invaded  the  aov- 1  ^J  plaintiff  through  careless  transportation  of  but- 
ereignty  of  the  SUte  of  Vermont.  ■'■■^'-:  '.  j  ter,  which  he  had  sent  to  New  York  city,  for  sale 
TbeCourt,  through  Chief  Justice  Redfleld.decl- 1  on  commission.  The  butter  was  spoilt  from  its 
ded  this  question  in  the  negative.  And  the  more  ■  proximity  to  the  engine.  The  defence  was  that 
important  portion  of  his  argument  may  be  briefly  1  ^^^  oarman  of  the  consignee  at  New  York  gave 
ionuaed  up  as  follows :  I  the  company  a  receipt  for  the  goods,  reciting  that 

There  are  some  rights  and  franchises  which  for-  they  were  "  received  in  good  condition,"  with  the 
eigD  Corporations  may  exercise  in  Vermont,  with-.j  following  notice  In  the  margin.  Consignees  oj 
out  invoking  any  Legislative  sanction,  such  as  the  j^^"'^  h  '*"  ^^  '"'^  reqiiesUd  to  tMtice  any  errors 


ttiiould  thus  have  three  routes  instead  of  one,  the 
c^wcity  of  all  which,  we  are  quite  certain  would 
fiiil  far  short  of  the  business  offering.  These  roads, 
if  practicable,  would  secure  us  from  an  oppressive 
monopoly  which  one  might  inflict. 

The  policy  last  suggested  would  have  this  great 
effect,  in  satisfying  all  parts  of  the  country.  All 
would  be  impartially  treated,  and  if  either  scheme 
could  not  enlist  capital  in  its  support,  the  Inference 
vtould  be  that  it  was  not  feaisible.  The  parties  re- 
preeenting  it  would  have  only  to  blame  themselves 
for  taking  up  a  project  that  had  no  merit 

There  is  another  difficulty  in  the  way  of  Mr. 
Seward's  plan.  It  is  generally  believed  that  the 
present  administration,  which  is  to  continue  in  pow- 
er three  years  from  March  next,  will  veto  any  Bill 
firing  money  toward  the  construction  of  the  roaul. 
Such  being  the  fact,  it  is  far  better  to  avoid  the 
objection  by  grants  of  land,  provided  that  would 
accomplish  the  same  result,then  wait/<^ur  years,for 
a  change  of  parties,  which  after  all,  might  bring 
BO  change  of  policy. 

While  we  are  giad  to  see  this  project  brought  up 
before  Congress  in  any  possible  light  as  a  means 
of  fhmishing  discu.Hsion,  and  enquiry,  we  cannot 
help  thinking  it  to  be  a  very  delicate  subject  for 
politicians  to  handle.  Between  their  maxims  and 
rules  of  contract,  and  the  principle  upon  which 
a  Railroad  must  rest  their  may  be  no  agreement 
whatever 

So  long  as  they  couiinu  themselves  to  the  gene. 
ral  question  of  it  necessity,  and  permit  these  touch- 
ing its  route  to  be  decided  by  Engineers  and  the 
commercial  convenience  they  confine  themselves 
to  their  proper  sphere.  If  they  go  beyond  this 
and  descend  to  the  details  which  belong  entirely  to 
other  parties  they  may  find  themselves  entirely 
out,  and  that  they  may  have  been  going  astern  in- 
stead of  acquiring  popularity,  or  helping  along 
tbls  great  work. 

Jommal    of  Rallraod  I<a%r> 

eaN    A    COKPOXATION    CHARTERED    IN     OSi     STATE 
•^.  HOLD  LANDS   IN   ANOTHER. 

Tbb  question  has  lately  been  examined  by  the 
Supreme  Court  of  Vermont  upon  a  quo  warrarUs 
in  the  case  of  the  State  of  Vermont  vs.  the  Boston 
Concord  aud  Montreal  Railroad  Company.  This 
road  was  chartered  in  New  Hampshire  to  extend 
to  the  Vermont  line  at  Wells  river,  and  two  Ver- 
mont roads  have  been  authorized  by  the  Legists' 
ture  of  that  State  to  connect  with  the  said  Boston, 
Concord  and  Montreal  road.  The  proprietors  of 
the  Boston,  Concord  and  Montreal  road  have  con- 
stmeled  a  railroad  bridge  over  the  Connecticut 
rirer,  and  bought  about  16  acres  of  land  adjoining 
their  terminus  in  Vermont.  And  there  is  no  evi- 
dence that  they  mean  to  run  cars  into  Verpiont, — 
unless  a  junction  be  formed  with  the  Vermont 
roads. 

The  question  presented  to  the  Coart  then,  was, 
whether  the  defendants  had,  by  having  purchased 
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laad.  PMUOvrilit*  huU  A^hubula  iliulroad  put  Uiu 
wbolo  t^  ork  out  of  thu  protection  of  the  law.  It 
may,  however,  be  a  very  prudent  thing  for  those 
who  propose  to  tear  it  up,  to  consider  whether 
anj'thing  caa  or  ought  to  be  done  beyond  what  is 
necessary  toprpyeiit  it  from  being  used  as  a  link 
between  Ohio  and  New  York.  For  that  purpose 
the  deatruction  of  ihe  Wistt-rn  end  may  not  b« 
necessary,  and  if  not  necessary  it  will  be  wantoa 
mischief.  These,  however,  are  mere  suggestions 
which  do  not  bind  un  or  anybody  else.  Assumt 
ing  that  our  opinion  of  the  Company's  conduct 
will  be,  on  final  hearing,  what  we  expressed  it  to 
be  when  we  refus.-d  the  special  injunction,  and 
that  our  decree  will  be  in  accordance  therewith, 
tl;e  precise  shape  of  it  is  not  by  any  means  set- 
t  ei  ;  and  the  people  of  Erie  have  no  right  to  an* 
tcipate  it. 

Our  present  action  ou  the  subject  U  based  vn 
this  principle:  that  in  a  dispute  about  property 
the  thiug  in  controversy  must  remain  in  the  s^tua^ 
tion  it  was  in  when  the  contest  began,  and  during 
the  pendency  of  the  investigation  neither  the  par- 
ties in  Court  nor  third  persons  have  any  power  to 
take  the  cause  away  from  the  proper  tiibunal  bjr 
any  int*-rference  whatever.  The  Commonwealth, 
by  her  Attorney-General,  has  taken  proper  mea- 
(Tures  to  have  the  dispute  between  her  and  the 
Franklin  Canal  Company  settled.  Other  parties 
cannot  step  in  and  change  the  attitude  and  rel.l- 
tions  of  the  disputants.  The  supreme  authorities 
of  the  State  have  the  matter  under  consideration, 
and  there  it  must  remain  until  it  is  determined.-^ 
No  inferior  Court,  no  local  Corporation,  nor  an|}' 
private  person  can  interfere.  If  a  railroad  be  laiid 
down  under  circumstances  which  make  it  a  nui- 
sance, every  citizen  has  a  right  to  abate  it ;  bnt  if 
the  executive  of  the  State  appeal  to  this  Court  to 
determine  whether  it  be  a  nuisance  or  not,  we  hold 
that  it  cannot  be  abated  during  the  examination 
here.  We  will  protect  all  parties  as  long  as  they 
are  before  us. 

One  of  the  rules  of  this  Court  requires  that  no- 
tice shall  be  given  of  a  motion  for  a  preliminary 
injunction.  We  think  the  rule  a  good  one.  It 
must  be  adhered  to  iu  all  cases  where  it  is  practi- 
cable without  causing  a  total  failure  of  justice. 
But  in  a  ciise  like  the  present,  where  the  danger  of 
great  and  irreparable  mischief  is  imminent,  and 
where  no  possible  injury  can  be  caused  by  it  to 
the  parties  enjoined,  we  feel  it  our  duty  not  to 
pause  a  moment.  We  will  hear  thd  defendants 
with  pleasure  on  a  motion  to  dissolve  it,  and  it 
>vill  certainly  be  dissolved  the  moment  we  become 
convinced  that  the  Franklin  Canal  Company  is  not 
iising  all  reasonable  efforts  to  bring  the  Common- 
wealth's case  against  them  to  a  speedy  hear- 
ing. 

And  now  to- wit,  December  24, 1863,  upon  read- 
ing the  bill  of  complaint  and  affidavits  filed  in 
this  case,  it  is  ordered  aud  decreed  by  the  Conrt 
here  that  the  defendants,  and  all  and  every  one  of 
them,  officers,  agents,  workmen  or  servants,  and 
all  other  |)ersons  whomsoever,  be  strictly  and 
firmly  enjoiued  and  commanded  that  they  do  abso- 
lutely cease  and  desist  from  all  the  acts  and  doings 
complained  of  in  the  same  bill  until  further  order; 
and  that  for  that  purpose  a  writ  of  injunction  be 
issued,  upon  the  plaintifis  giving  bond  in  the  sum 
of  SIO.OOO,  according  to  law. 


Union  Kallroad  Car  Works, 

PORTSMOUTIf,  Va. 

FREIGHT,  PASSENQKK,  BAOOAGE,  EXPRESS,  MAR- 
ket,  Coal,  Lumber  utid  Hand  Cars,  manufactiireU  <it  thU 
ftiUbllsbmont  oftlie  host  material,  and  in  the  moat  approved 
manner,  wiih  eichcr  Plate  or  Spoee  Whkkls  and  Axlis,  at 
SaDsbiiry  or  oth«r  Iron  Trucks  fitted  up,  or  Wheeb  and  Ax- 
les separate!}'  will  be  furnished  at  the  shortest  notice,  and  (hip- 
ped to  any  pitrtorthti  United  States. 

HavlDK  extensive  urranj;;otnents  and  superior  Cicilitiefl  fur 
roanufitcturinir  at  this  i-stalili^hment,  orders  wiB  t>e  received  and 
contracts  made  for  u<iuipping  entire  nMiia  at  short  notice 

JOHN  A.  GEEEN. 
Portsmouth,  Va.,  December  30, 1863. 


P.  J.  Tournadre, 

Chief  Engineer  Vicksburi;,  Sbreveport  aud  Texas  R.R., 
Tickaburg,  "" 


LtOcomotiYes  for  Sale. 


1 


2Loco:notive  Engines  aud  Tenders,  mada  to  order  for  a  five 
foot  giiugo  (l)ut  which  are  not  required  at  present  as  the 
road  is  nut  ruady  tn  receive  tbcm  ) 

16  inch  cylinder  by  20  inch  stroke,  2  pair  drivers.  One  En- 
gine 6  R.  diameter,  and  the  other  6;*  ft.  dia. — witside  cylinders 
—have  a  large  proportion  of  boiler,  and  are  expected  to  bo  eco- 
comilftl  working  engines— will  be  soIJ  ou  verj-  f.ivorablo  terms, 
and  are  now  ready  for  delivery.     Apply  to 

CHAS.  W.  COPELAND, 

7t»l  Mo.  64  Broadway. 


JOURNAL.  

Valuable     Works     on     Rail- 
roads,   Railway   Enerlneer- 


Alachtnists^  Tools. 

THE  FAIRMAN  AND  WILLARD  MACHINE 
TOOL  MANUFACTURING  COMPANY  offer 
for  sale  vt-ry  superior  Eogine  lathes,  Pianinir  Machines,  Com- 
pound pbuieri>,  u  aright  drills  and  all  other  kiiids  of  tools  used  in 
Railroad  sho-w,  upon  reasonable  ternv<. 

They  also  ninnufjctnro  Fairman's  patent  CAR  WHEEL 
BORER,  which  is  warranted  to  do  more  and  bitter  work-  than 
any  other  l>orer  in  use. 

Abo— all  »:izos  Fairmaii'.s  patent  Univenal  Chu^k. 

Orilers  may  be  addretssed  to 

G.  W.  FAIRMAN,  Agent, 

Mlf  Eochoster,  N.  Y. 


Locomotive  Engines  for  Sale. 

Two  tiist  class  engines,  adapted  to  a  6  foot, 
gauge,  22  tons  weight,  16  -f  20  inch  Cylinders, 
and  6,1^  and  6  feet  drivers,  built  by  one  of  the  bert 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  office  of  American  Railroad  Journal, 
*J  Spruce-st.,  up  stairs. 
Dec.  24- 


To  Locomotive  Cn^ine  Buil- 
ders and  En§^ineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildmgs  are  of  brick,  with  .slated  roofs, 
and  wore  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  nio.'-t  ."^ubstantial  aud  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  meclianics,  and 
could  be  put  iu  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  largc.part  of  which  is  already  under  con- 
tract,— the  property  now  oflcred  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  au  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  tlie  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

E.  B.  SUMNER, 
.^        /      ,  No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  MoKrs.  Barstow  &  Pope,   Pln«  Street,  New 
Y^tk. 


ing^,  Steam  Engines,  &.c. 

LARDNER'S  RAILWAY  ECONOMY,  1  vol.82  00 

THE  STEAM  ENGINE,  STEAM  NAVIOA-       ''^* 
TION,  ROADS   AND  RAILWAYS,   Ex- 
plained and  Illustrated  by  Dr.  LARDNEB. 
8th  Edition,  revised  and  improved 2  00 

TREDGOLDON   THE  STEAM  ENGINE,  8 
vols.,  4  to.,  >^  calf 60  00 

TREDGOLDS  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1  60 

PORTWINE   ON  THE   STEAM   ENGINE..      60 

BURGOYNE'S  ART  OF  BLASTING  ROCKS, 
QUARRYING,  &C 81 

TREATISE  ON  TUBULAR  AND  GIRDER 
BRIDGES 81 

BAKER'S    LAND    AND     ENGINEERING 
SURVEYING «2 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 1  60 

PRIDEAUX  ON  ECONOMY  OF  FUEL ....       81 

SEWELL  ON  STEAM  AND  LOCOMOTION 
VoL  1 81 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 9  60 

GARRS    RAILWAY   LOCOMOTION    AND 
STEAM  NAVIGATION 1  76 

TRAUTWINE   ON    EXCAVATIONS   AND 

EMBANKMENTS 1  00 

Imported  and  for  sale  by  JOHN  WILEY,      ;"' 
167  Broadway,  New  York. 


N.  York  and  Ai.  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 
Commencing  Monday/,  May  9, 1863. 


TXAINS  FROM  KBW  TORK.  TRAUB  TO  HIW  TOXK. 

T  A.  M.— Accommodation  toi5.30  A.M.— Special,  from  Port 

New  Haven.  I  Chester. 

8  A.  M.— Express  for  Bo8too,|5.00  A. M.— Commutation  fl-oai 
stopping  at  Stara-  NewHavea 

ford   tod    Bridge-  6.16  KM. — Accommodation  bn 
port  I  New  Havea 

S.IO  A.M.— Special     for    Porti8.16  A.1L— Accommodatieotai 

Chester.  |  New  Ilavea 

11.30  A.M.— Acconiniodatioii  tot  9.36  A.M-— Express  from  New 
New  Haven.  I     .-   -    ..    Haven,  Stopping  at 

S-OO  P.M.— Express    tor    New^  '  Bridgeport,      Nor- 

Haven,  stopping  atl  walk  and  StamCord. 

Stamford,  Norwalk  1-07  P.»L— Boston       Express, 

stopping  at  Bridge- 


4.00  P.M.- 


and  Bridgeport 
-Acconimodaiioa  ft>r 

New  Haven. 
5.00  P.M.— Express  for  Boston, 

stopping  at  N.  Ha- 

ren. 
&.35  P.M— CommutetiooforN. 

Havea 


6.30  P.M.— Special 
Chester. 


:  ^  port,  Norwalk  and 
Stamfbrd. 

400  P.M.— Special,  from  Port 
Chester. 

4.00  P.M.— Accommodatioa  fin 
New  Haven. 

9.30  P.M.— Boston  EzpreM, 
for    Port!  stopping  at  Bridge- 

port, Norwalk  and 

I  Stamford. 

GEORGE  W.  WmSTLXS,  Jr.,  Sup'L 
New  Haven,  May,  1863. 

Stuart,  Serrell  &  Co.,      >;r 

CIVIL  ENGINEERS, 

Rooms  22,  24,  26  *  27, 

15T  Broadway,  New  Toik 

CiiRLKS  B.  Stcabt,  Edward  W.  Sirmll, 

Dakisi.  Hauh,  Samubl  MoElbot. 


New  Works  on  Civil  Engineering. 

THE  Pield  Practice  of  laying  out  Circular  Curves  (br  Rail- 
rooda.— By  Jobs  C.  TttAOTwiMi,  Civil  Engineer— Hod  edi- 
tion in  pocke^book  form. 

A  new  and  rapid  method  of  Calculating  the  Cubic  Contents  of 
Excavmtlaas  and  Embankments,  by  the  aid  of  Diagrama — By 
John  0.  Trautwioe,  Civil  Engineer— with  10  Copper  Plate*. 

Price  One  Dollar  each — postage  oo  the  Currea  Three  Centa— 
and  on  the  Bzcavatioai  and  Smbankmeota,  Six  Coitx.  .«>,-. 

Vorsatoby              WILLIAM  HAMILTOK. 
Hal  or  the  VniAlta  InadtntiL 
lIay4,UBl  


ESTABLISHED    1796. 
McAllister  &  Brother, 


OPTICIANS  and  Dealers  In  Mathematical  Instruments,  at 
the  old  Mtablished  stand,  48  ChcsUiut  street,  PUIadetpUa, 
Pa.  Hathematical  Instnimrnts  separate  and  in  eases,  Protrao- 
tors,  Spacing  Dividers,  Drawing  Pens,  Ivor}'  Scales,  Tape  Mea 
eures,  Salometcrs,  Spy  Glassc-s,  Microscopes,  Speetaclea,  ^■ 
drometers,  Platina  Points,  Magic  Lanteriis,  etc  ,  etc  ,  etc. 

Our  Illustrated  and  priced  Caulogue  ia  (Umiafaed  oo  appUoa- 

tion  and  sent  by  tnaD  free  »f  iiharva.  it*  v 

£in,}»,M  .         ,.   .      .^, 


P- 


5: -Tn^'^^^^"' 


-  •'^.■w«j  «v 


F  ',■  -^\-  '''■-jy^^-~\ 
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42?  "I    Ann   nrkrkl'ITTLEMIAMIRAIL- 
«P  1  5UUU,UUUrOAD COMPANY  SIX 

PER  CENT.  FiRSr  MORTGAGE  BOiNDS  FOR 
BALE. 

Okfice  of  Winslow,  Lanif-r  &  Co. ) 
No.  52  Witll&t.,  Oct.  6,  1863.  J 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
offer  for  sale  one  million  of  their  SIX  PER 
'^  CENT.  BONDS,  with  coupons.  Interest  and  prin 
"".cipal  payable  in  Ntnv  York,  the  former  half-yearly, 
[  Ist  of  November  and  1st  of  May.  They  are  in 
sums  of  $1,000  each,  payable  the  1st  day  of  May, 
;  1858. 

These  Bonds  are  issued  under  the  express  au- 
thority of  the  Legislature  of  the  State  of  Ohio ; 
and  are  a  part  of  the  $1,600,000  Loan  authorized 
to  be  issued  by  a  vote  of  the  stockholders^  for  the 
purpose  of  raising  Bieaiis  to  make  a  double  track ; 
;  the  greatly  increased  a. id  increasing  business  of 
the  road  makes  thin  absolutely  uecessary.    - 

The  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Sprivigfield ;  is  now  in  complete 
running  order;  hn^  cost,  including  equipments, 
stations,  station-houses,  &c.,  up  to  this  date 
$2,708,109  19. 

Tliis  Company  hold  stock  in  the  Columbus  and 
X<?nia  Railroad  Company  to  the  amount  of  $386,- 
000,  which  now  commands  a  premium  of  20  per 
ceat.    Also,  in  the  Hillsborough  Road  the  amount 
of  811,716. 

The  receipts  of  the  Road  have  been  as  follows : 

For  the  year  ending  Dec.  1,  1844 $18,623  36 

For  the  ywir  endiug  Dec.  1,  1845 46,327  58 

For  the  year  endmg  Dec.  1,  1846 116,052  02 

For  the  year  emling  Dec.  1,  1847 221,139  52 

For  the  year  ending  Dei-,.  1,  1848 280,085  78 

For  the  year  ending  Dec.  1,  1849 321,398  82 

For  the  year  endiug  Dec.  1,  1850 405,697  24 

For  the  year  ending  Dec.  1,  1851 487;845  89 

For  the  yc.vr  ending  Dec.  1,  1852 526,746  36 

The  receipts  from  Dec.  1 ,  1862,  to  Sept. 

1,  1853, 10  mouths  were 544,626  59 

For  the  same  period  yf ;»r  before 411,797  06 


'      Inciease  in  10  months $132,823  63 

The  position  of  this  road,  being  the  natural, 
•hortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  in  the 
country. 

An  inspection  of  a  map  will  show  its  connections 
to  be  many  and  important.  This  road  operates 
the  Columbus  and  Xenia  Road,  and  runs  in  con- 
nection with  the  Cleveland  and  Columbus  Road ; 
in  fact  they  are  now  run  as  one  line  greatly  to  the 
advantage  of  all. 

Regular  annual  10  per  cent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  di- 
vidend of  5  per  cent,  in  1852.  In  1852  two  cash 
dividends  of  5  per  cent,  were  made.     *  ,«  ^  '    -■« 

The  present  surplus  and  reserve 
fund  amounts  to $98,546  10 

Tho  mortgage  covers  the  entire 
line  of  road,  costing  to  date.. .   2,708,108  19 

To  be  expended  on  double  track, 
Ac 1,500,000  00 


City  of  GiDcfnnati,  and  all  other  debts  of  t^e  Com- 
pany, excepting  this  loan  of  31,500,000. 

These  Bonds  are  offered  at  private  sale  by  the 
undersigned,  Agents  of  the  Company. 

Printed  statements  of  the  affairs  of  the  Com- 
pany, and  any  further  information  relative  to  tho 
securities,  will  be  given  by 

.  -    WINSLOW,  LANIER  &  CO., 

'    -    -    ■  No.  52  Wall-st. 


Klmira  Car  Mannfactory* 


THE  nnder&igrxKl  Is  prepared  to  manuAtcture  for  Railroad 
Companies,  Passenger  Baggage,  Cattle,  FreiKht,  G-ravel  and 
Hand  Cars,  also  Baggage  Barrows  aoA  Freight  Trucks. 

WM.  E.  RUTTEE. 
Elmira,  N.  Y.,  June  1, 1863. 


The  Hamilton  Car  Company^ 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  B&ggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &c. 

Having  araplefacilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  to 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Rail  Road  Bridges,  &o.  made  to  order  at 
short  notice. 

Orders  Respectfully  Solicited. 
Address,  ./,     HENRY  STZER,  ^l^cn^ 

Cincinnati  Ohio. 

Office  596  Fifth  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 


Value  of  security $4,208,109  19 

Tho  security  for  the  payment  of  these  Bonds  is 
i^orte  of  the  most  ample  chariicter,  being  a  first  and 
only  mortgage  or  deed  of  trust  (excepting  one  of 
^1^00,000  to  the  City  of  Cincinnati)  on  the  Com- 
pany's Road,  Stations,  Franchises,  net  income,  &.c., 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  for 
*"the  bondholders,  with  ample  power  to  take  posses- 
.jnon  of  the  Road,  its  real  and  personal  estate,  fran- 
:  xhiaea,  &c.,  aud  to  sell  the  same  to  the  highest 
'  Wdder  for  cash,  if  default  be  made  in  payment  of 
inteireBt  or  principal.     The  mortgage  is  for  $1,- 
600,000,  and  cannot  be  increased. 
.  r     The  Stock  owned  by  the  Road  in  the  Columbus 
'  «nd  Xenia  and  Hillsborough  Railways  will  much 
mora  than  pay  off  the  $100,000  prior  lieo  to  tb* 


Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  manuCicture  tor  Railroad 
Companies,  Passenger^aggage,  Cattle,  Freigtit,  Qrarelaod 
Hand  Cars,  also  Baggage  Barrows  and  Freie:ht  Tructes. 

F.  HUNQBRFOBD  6c  CO. 
UaytviUe,  Ky.,  Sept.  12S,  1853. 


Hufty's 

Engineer*,  Arelittects  and  Draftsmen** 

STATIONERY  EMPORIUM. 


Uig 

ciw;  Field,  Level,  and  Memorandum  B<»ok!?  o;  vari- 
ous patterns;  Mathematicn)  Instruments,  Tape-linef>, 
Mouth  Glue,  Cross  Section  paoer,  Triansle?,  Sabel 
Brushes,  Gum  Bands,  Maiden  Gum,  Red  Tape,  Ink, 
[nksiands  and  Sand,  Water  Colors,  Pallets,  Patent 
Bind  'rs  for  letters,  Portfolios,  etc.,  toecthcr  with  a 
tneral  assortment  of  Stationery  and  Blank  B  >ok8. 
ill  goods  packed  with  care,  and  forwarded  tu  any 
j[t  of  the  United  States. 

JOSEPH  HUFTY, 
Successor  to  H.  L.  Lipman, 
139  Chestnut  St.,  Philadelphia 
May  li,  1861.       ./>,,.......  ;..., 


Buffido  Car  Works. 

TOWNSEND  &  COrr,  Proprleton. 

WX  are  now  erecting  an  ezt<>n«ive  Ei<taMI»hmeM  Ibr  Al 
nianufocture  of  ELa:!r<)ad  Curs,  winch  will  be  Airttiabed 
with  all  the  conveniences  luiuwu  to  the  bu>;nem,  and  rea4y  fDr 
operatiou  liy  tlie  1st  day  of  Juno  next,  at  whicfa  time  we  will 
be  ready  to  execute  order*  for  B.tKtrnKO,  Box,  Platform  and 
Cattle  Cars,  of  Uie  moet  approved  style  uf  fliiiah.  lleenltee 
we  are  pre{>ared  to  make  contracts  for  jtcrk  to  be  *^fiirtir* 
during  the  summer  and  ML 

TOWNSXSI  fc  OOIT,  Itiiaii 
_  yebrnaty  as.  18W. ^ 

A.  \.  l»UAY,  CleTeland,  O., 

|>ECElVKtt  WD   FORWARDER  ot  RaUtoaa 

lV  Iron,  Chairs  and  Spikes 

.Also,  Cars,  Loromotives,  and  all  kinds  of  Maclu- 
nery  lor  Ilaiiroau  purpoJ>es. 

Office  next  do«^r  to  the  Custom  House,  klaln  su 

January  12.  1853. 

SIXTY  MILES  DISTANCE  SATKDl-ONLY  THIBTr-SIX 
AND  A  llALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  carrying  the 
Great  Western  U.  S  Through  Mail-  FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  and  aii 
Ports  on  Lalte  Michigan.— Tlirough  from  Butfalo  to  Jlouroe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  follow j)^  niagiiiftceut  and  uoequaiied  •teamen  Ihm  the 
line  betweeti  BuCalu  and  Mornoe  : 

EMPIRE  STATE.  J.  WiLSOx,  Commander,  lea^-es  BuflUo 
Mondays  and  Tliursdaye. 

SOUTHERN  MICHIGAN,  A  D  PKREi.fs,  Commander, 
leavoe  Buttalo  Tuesdays  and  Fridays. 

NORTHERN  INDIANA,  L  T.  Pmbatt.  Commander.  Ie**« 
Butlalo  Wednesdays  and  Saturdays. 

One  of  the  above  splendid  steanjera  will  leave  Uie  Micbigeii 
Soutliem  Railroad  Line  Dock,  at »  tfclock,  P.  M.  every  day 
(except  tcuudays)  and  run  direct  througb  to  iloorot  wittaout 
landing,  in  14  hours,  where  the  Ligfatuiog  Express  Train  will  be 
in  waiting  to  take  passengers  direct  to  Chicago  in  8  hoars  •  ar 
ririug  next  eveiuug  after  leaving  Bu&lo.  ' 

THE  LAKE  SHORE  RAILROAD.       •  ^ 

runs  in  connection  with  this  line,  fomiing  the  only  coDtmoous  kie 
of  Railroad  to  Chicago  and  the  Illinois  Rirer. 

For  Through  Tickets,  by  New- York  and  Erie  aud  BuflUo  aad 
New- York  City  Railroad  \i&  Buflaio,  or  by  the  Peoj)ie's  Line  of 
Steamboats,  Hudson  River  Railroad  via  Alt>au>  and  BufikJu  ap- 
ply to  ' 

JOHN  F.  PORTER,  Ageot, 
No.  193  Broadway,  comer  Dey-aL, ».  T. 


York 


MONTREAL  &  NEW 

AND 

PlaUsburg^li  and  Moutreal 

RAILROADS. 

li^Open  through  from  PlaUtburgh  to  MoiUreaLJCt 

Passenger  Trains  leave  Montreal  for  Plattsburg  at  6  SO  a.m 
and  5  p.m.,  arrive  at  8  a.m,  and  7.30  p.m. 

Leave  Plattsburg  for  Montreal  7.90  a.m.  and  4  p.m.,  arrive  a 
10  a.m.  and  6.50  p.m. 

Trains  coniiet  at  Montreal  with  Steamers  Ibr  Quebec,  and  the 
St.  Lawrence  and  Atlantic  Railroad  for  iiherbrooke  and  iattr 
mediate  station. 

Trains  connect  at  Moocrs  Junction  with  Northere  (Ogdew- 
burgh)  Railroad  for  Ogdensburgli  and  Lake  Ontario  Steamers  for 
Lewistoo,  Niagara  Falls  and  Upper  Caoadia,  and  all  portaoo  the 
Western  Lakos. 

Trains  connect  at  Platteburgh  by  Steamer  to  BurtU^ton  witk 
Rutland  and  Burlington  Raiiroud  and  coiuiecitug  bms  for  Troy, 
Albany,  New  York  aud  Boston,  aud  all  iiilerniediata  statiau. 
Also  with  steanicrs  for  Whitehail  to  the  Saratx;^  and  Waahii^- 
tou  Railroad,  and  cooncctiiig  lines  of  road  to  Trov,  Alttany  and 
New  Yoak. 

Passengers  will  fiod  this  route  uiieaqueiled  for  comfor  and 
dispatch,  and  attended  with  k^sfatiguo  and  dely  Uuui  atiy  etbec 
It  possesses  moreover  the  advantage  of  a  short  Ferr;uge  of  only 
lif'teen  minutes  across  the  River  St.  Lawrence  at  Caugltiiawaga, 
which  lia.i  never  been  known  to  freeze,  and  can  be  c<nMeBtty 
relied  uiwii  at  all  »iasons  of  the  year. 

ll^*Frieght  Tariiis  run  daily  each  way. 

For  particulars  see  Frieght  and  Passenger  Tariff       ' 

Baqgage  checked  through. 

H.  W.  KELSON,  SuporlDten4vai. 


J\ew  York  and  Erie  R.  R. 


m 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follow  .0,  vii : — 


Dat  KxPBBSa,  at  <  a.  ni.  ft>r  Dunkirk  and  Bul&ki. 

Mail,  at  m  a.m.  for  Dunkirk  aiMl  Buffikki,  and  all  intermediate 

stations,  Pas<wnt.T:i  by  this  tia^n  will  renium  over  night  at  any 
station  betwtteo  Buigliamtou  and  Coming,  aud  proceed  the  next 
morning. 

AcconxoDATiov,  at  12>i  p.m.  for  D^warc  and  aO  ictara)*- 
diate  statimL-t. 

Wat,  at  3X  p.m.  (br  Delaware  and  all  intermoliate  atatians 

NiouT  ExPKKSS,  at  S  ji.  m.  for  Dunkirk  and  Bu&lo. 

Emio"  iKT,  at  a  p.m.  for  Dunkirk  and  a!l  intermediate  statiooa. 

On  Sundays  only  one  Express  Train — at  5  p.m. 

The  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  CHiioago,  etc..  and  at  Buflkk> 
with  first  class  ipteadid  etean>«n  for  Ctevelaod,  Saoduaky,  Tole- 
do, Delruit  and  Ohic«g<j. 

.,    ,  _  CHAS.  IBtiOT.  S«p^ 
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WARSAW  &  ROCKFORD  RAILROAD. 
^^1HE  preliminary  Surveys  are  now  completo  for 
JL  the  First  Division,  (jibout  120  miles)  from 
Warsaw,  through  Nauvoo,  Oquawka,  Keithsburgh, 
Rock  Ijlao'.l  and  to  Port  Byron,  including  both 
Rapids  of  the  Mississippi,  and  the  location  pro- 
gressing Tlio  chiiructer  of  the  country  is  such, 
ttad  the  surveys  so  ne;ir  to   any  luc.itioii   that  will 


RAII^ROAl> 

■in       .-sgjia— M^ 
To  Contractors. 


JOCRNAL.. 


AfiH  MB  wK  ^^M  u\m^B^nm^  iTTMlB^BHMn  hwJ^J^Mg^wrn 

RACINE,  JANESVILLE  &  MISSISSIPPI 
RAILROAD. 

SEALED  PROPOSALS  will  be  received  by  the 
Racine,   Janesrille   and   Mississippi    railroad 
Company,  at  their  office,  in  the  city  of  Kacine, 
;  WiscoDflin,  until  noon  of  MoQday,  the  2d   day  of 
January  next,  for  the  graJiiig,  masonry  and  bridg- 


le  made,  that  Contrac'iors  chu  satisfy  themselves  '^.g  «<"  ^l^'^'y  line  of  railroad,  from   near  the  village 


of  the  value  of  the  work  as  well  now  as  hereafter. 
Proposals  are  asked  at  the  Office  of  the  Company 
In  Warsaw,  Hancock  County,  Illinois,  for  ihv.'  con- 
struction of  the  whole  or  part  of  the  road,  either 
by  quantities  or  by  the  mile.  Contract  will  not  be 
inade  before  the  Ist  of  January,  18o4,  and  only  so 
«oon  thereafter  as  advantageous  offers  can  be 
made.  The  Company  are  willing  to  make 
general  contract,  for  cash  or  for  cash  and  securi- 
ties. 

The  route  of  the  road  is  generally  in  the  valley 
*Dd  second  bottoms  of  the  Mississippi,  and  the 
work  can  be  com))leted  very  rapidly.  The  road 
is  important  as  one  of  the  improvements  of  the 
ziavi^ation  of  the  Rapids,  and  also  from  its  several 
(tiro  at  IcAkt)  connections  with  other  railroads. 
WM.  H.  ROOSEVELT, 
,    ,  President. 

'   W.  R.  KCfGSLEY, 

X.  8.  O'ScLLiVAN,  Engineer. 

Consulting  Engineer.    .  i 

Warsaw,  Nov.  17,  1863.  .  ■         '      I 

Drawing:. 

BBLANDOWSKI,  Topographical  and  Orna- 
•  mental  Draughtsman  and  Designer.  Maps 
accnrately  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations, ftir- 
oiture,  fences  and  ornamental  foimdry  work.  Ar- 
chitectural designs.  Drawings  from  nature  care- 
Ailly  prepared. 

Referencr-s.  Messrs.  Miller  and  Freund,  Lig- 
Deous  Marble  Works,  corner  of  FrankUn  and 
Center  strasta,  New  York.  Also  U.  \'.  Poor,  Esq., 
Editor  Railroad  Journal,  and  Zerah  Colbum,  As- 
sistant do. 

44dresa,  care  of  Railroad  Journal,  9  Spruce 
street  Hew  York. 

'SORROSIVf:  SUBLIMATE. 

THIS  anicle  now  extensively  used  for  the  preserva- 
tion of  timber,  is  manufactured  and  for  sale  by 
POWERS  dfc  WEIGHTM AN,  manufacturing  Chera- 
bt*,  Philadelphia. 
'  I.  20.  1949. 


of  Burlington,  on  Fox  river,  in  Racine  county,  to 
the  village  of  Beloit,  on  Bock  River,  in  the  county 
of  Rock,  a  distance  of  forty-two  miles.  The  work 
is  divided  into  sections,  from  one  to  one  and  a  half 
miles  in  length.  Proposab  will  be  received  for 
one  or  more  sections  or  for  the  whole  work.  Pro- 
files and  specifications  can  be  examined  by  par- 
ties wishing  to  contriict  on  and  after  the  20th  inst. 
at  the  office  of  the  Company  in  Racine. 

This  part  of  the  line  passes  through  the  richest, 
most  populous  and  healthiest  part  of  Wisconsin, 
where  provisions  and  other  supplies  can  be  ob- 
tained in  abundance,  and  at  low  rates. 

Any  further  information  in    reference   to  the 
work,  may  he  obtained  on  application  to  Leverett 
H.  Clark,  Chief  Engineer,  or  of  the   undersigned. 
^^i. ,        i  Bv  order  of  the  Board  of  Directors, 
HENRY  S.  DURAND,  President. 

Communications  by  mail  can  be  addressed  as 
above. 
Racine,  Wis.,  Dec.  24,  186"3. 


,  To  Railroad  Companies, 
Maeliinists,  CarMan- 
vfaeturers,  ete.,  etc. 
CHARLES  T.  GILBERT, 

NO.  90  BROAD  ST.,  NEW  YORK, 

18  prepared  to  contract  for  furnishing  at  manufac 
toreros  price*—  J 

aailroad  iron,  | 

Locomotive  Engiuca,  {    . 

Passenger  and  Freight  Oars,    j 
^■-.'       Car  Wheels  and  Ajdt'-s,      j 
Chairs  and  Spikes.      ^ 
^isrs  are  Invited ;  and  ail  inquiries  In  relatluD  to 
^ny  of  thfl  above  articiea  will  receive  immediate  attcc- 
ion 


To  RailroaA  Companies. 

COLLINS'  PATENT 

VENTILATORS, 

r.  J-OR 

Ventilating  all  kind>>  of 

I'fBLic  AND  Private  Buildings 

lie  i  I  road  Curs,  Depots,  etc. 

'pii£  jiutwcri Iters  would  invitn  the  at- 
X  teutioo  of  Ui«  public  to  Uu^  above 
celebrated  Patent  Ventilator.  This  Ven- 
tilator in  tlie  best  one  now  known  ot,  tbt 
giving  a  pure  air  iii  roomn,  and  ejecting  all  foul  air.  It  lias  i>eeD 
adopted  by  all  the  prioripal  Kailroad  Companies  aud  Car  Fac- 
tories, and  U  exteoalvely  uaed  fur  private  dwelliiiga,  and  for  the 
curs  of  ■nokjr  Obimneyi  cannot  be  excelled.  ManufHctured  and 
Ibrialsby 

BAKER  &  WILLIAMS, 
No.  406  Market  .st.,  Girard  Row, 
Sole  Agents  for  Pcnnsylvraia 

CERTIFICATES. 

Enginetr  Department  P.R.R.,  AUoona,  Feb.  8,  MSA. 


OFFICE  OF  MICHIGAN  SOUTHEHN  ANi) 
NORTHERN  INDIANA  RAILROAD  COM- 
PANY, No.  18  WiUiam-8t— New  York,  Dec.  16, 
1863— DIVIDEND— A  dividend  of  10  per  cent,  on 
the  capital  stock  of  these  Companies  has  this  day 
been  declared  out  of  the  profits  of  the  last  six 
months,  payable  at  the  office  of  the  Cwnpaniea, 
on  and  after  the  3d  January  next.  The  eamlofs 
having  been  appropriated  to  the  construction  of 
the  new  lines  of  Road  in  Indiana  and  Michi^aii^ 
the  dividend  is  made  payable  in  "Construction 
Stock,"  bearing  8  per  cent,  interest  until  the  coci- 
pletion  of  the  work.  All  fractional  parts  of  shares 
will  be  paid  in  cash.  Holders  of  "Construction 
Stock"  are  notified  that  interest  thereon  to  first 
January,  at  the  rate  of  8  per  cent,  per  annum, 
will  be  paid  in  cash  at  this  office  on  and  after  the 
8d  Jannary  next. 

The  Transfer  Books  will  be  clos  d  from  the  2M. 
inst.  to  the  8d  January.  ■■»-, 

By  order  of  the  Board  of  Directors, 

EDWIN  C.  LITCHFIELD,  Treasurer.- 

Smail  Rails, 

THS  SUBSCRIBEE3  maoufacUire  aud  keep  coosUnUy  JUr 
aale,  Light  Raiia  ot  the  most  approved  patterns,  w«is)iing 
22,  25,  28,  40  and  60  lbs  per  yard,  luitable  for  Colliers,  Minora 
Quarrymen  and  Cootractora,  or  for  turn  outs,  depot  end  branca 
tracks.  CHARLES  S.  SMITH  A  Co    '-..■ 

1T44  Fairmount  Iron  Works,  Philadelphia.' ' 

CHAS.  B.  SMITH,  HENRV  MORRIS,    '••   ' 

THOS.  T.  TASK£R,  WISTAR  MORRIS.  ' 

Railroad  Iron  Via  Q,aebec. 

JOHN  ANDERSON  &  Co., 

COMMISSION    MERCHANTS,     ' 
SHIPPING  AGENTS  AND  BROKERS 

Q,UEB£C,  « 

PARTICULAR  sttention  gives  to  the  Tranahjpmeat  of  Irati 
in  Transitu  for  the  Western  Lake  Ports,  likewise  to  the 
Sbipmeiit  of  Rails  in  Grea.  Britaia 
Qubec.  Dec  2, 1863. 

Railroad  Iron. 

rpWO  THOUSAND  TONS  Erie  Pattern,  68  Iba.  to  tke  yaifl, 
X   already  shipped,  and  expected  liere  soon— for  sale  by 
38tf JOHN  H.  HICKS,  90  Reaver  »t 


1300 


Tons  Yorkshire  T   rail,  weighing  56 
lbs.   to  the  yard,  and  of  a  superior 


quality  daily  due  and  for  sale  by, 

NAYLOR  &  00 


This  Is  to  certi/y 


Med8i:!<.  Baker  &.  WillijiMs,  of  406 


Krapp^s 

CELEBRATED   CAST   STEEL. 


ill 


WMeti  obtained  the  OoodcU  Medal  at  the  Loodoo  BxhlUUco 
1S61. 
Wmrramtti  unepproachabU  aa  ta  i^ulity  and  Sia*. 

FkATBRS  and  other  CaM-Stecl  RoUen,  of  any  dlmooaiaM 
BOC  T*^*^*^  six  Iket  loQff  by  ei^two  lodiei  diameter. 
PMoD  Bod*  and  Shafts  fbr  Steam  XugiiMe,  not  exoeedlng  3000 
fte.  to  wei^L 
Bafiway  and  other  Aziaa,  Otanka,  Springs  aad  Tyres, 
Canooo,  Rite  and  Qtto  Barrels. 
Wat  aod  other  BoOkv  Milla  _^  . 

Orders  received  by  ..•.';-.•-..  -h    ' 

THOKAS  PaoisKR  *■  SOW, 

»  Piatt  straet,  New  York 
M«  Agents  Ibrtto  Coited  itetee. 


Market  st,  Philadelphia^  have  ftimwhed  a  large  nuinber  or  Col 
Una'  Pattfit  Galvanized  Iron  Ventilatoni  for  the  P.  R.R.  Co.,  aud 
that  they  have  given  every  itatiiilaction,  acting  (UUy  as  represent- 
ed.   I  cotttider  them  as  a  neocssary  appendage  to  an  Engine 
House.    We  have  theni  in  tue  thirteen  inchtK,  and  two  fc<^t  diam- 
Iter,  acting  equally  well    So  well  aati.sSed  ain  I  of  their  uselViI- 
eeSj  that  the  Engine  Houimw  we  are  aUxit  building  nlll  be  sup- 
led  with  them  at  every  point  where  u  drall  U  necessary  to  free 
building  of  nnoke.  STRICKLAND  KNEAS8, 

Principal  A$n*tant  Engineer  P.R.R.  Co. 

Engineer  Depart.  P.  R.R.  Co.,  Pittsburgh,  May  12, 1863. 
ileasra.  B^kik  dc  Williams, 

Dear  Sirs— The  23  Coiling'  Patent  Ventilators  ftimisbed  by  you 
for  the  Engine  House  at  this  place,  have  been  in  use  neveral 
months  and  their  merit.i  hii\  e  been  fUlly  tested  and  have  given 
most  porl^t  satisftction  ;  t>ein2  coostructad  on  true  principles 
of  Ventilation,  and  tlie  workmandbip  is  of  a  substantial  andsupo 
rior  character.     Yours  truly,  OLIVER  W.  BARNES, 

3(n40  Principal  AftistaiU  Engineer  P.  RJR,  Co. 


India-Rnbber  Railroad  Car  ' 
SpriniTs,  etc. 

THE  CNTTBD  STATES  CAR  SPRING  COMPANY,  hav- 
log  completed  their  new  Factory,  are  maouihcturintj  and  fUr- 
nisbing  to  Railroad  Companif,  aod  Car  BuiUUrt,  R  UBBER 
SPRINOS  of  \h»  best  quality  on  the  most  Aivorabie  terms. 

Also,  McMuileu's  superror  WHITE  HOSE,  not  only  ibr 
Railroads,  but  all  other  purposes,  and  of  any  siss  or  tliickness 
required.  Office  No.  26  Cliff  street, 

Attg.  10, 1863.       am  New  York. 


Railroad  Iron. 

2Ariri  "^^^  FIRST  CLASS  WSL8H  RAILWAY 
•  Vr  vF  w  IRON,  to  be  made  to  anv  ordinary  T  pattern 
reoulred  by  the  buyers,  and  for  shipment  from  Newport,  Walee, 
in  December,  January,  and  Uarco  next,  apply  to  the  under- 
signed, for  many  years  connected  with  the  larirest  house  in  tha 
trade.  JOHN  H.  AUSTIN  dc  CO., 

Mtf  S  IngrwD  Oeurt,  Voochureh  street  Loodos. 


Oxford  Fnmaee,  N.  J. 

ESTABUSHFD  A.  D.  1743. 

THE  Subscriber  manufacturea  and  keeps  constant, 
ly  on  hand  for  sale,  every  variety  and  size  of  EUil« 
road  Wheels  made  from  the  celebrated  Oxford  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Oz> 
ford  Furnace  P.  O.,  wiU  be  attended  to  promptly. 
8ept.  n.  185Z        lvr» 


JUaeliinists^  Tools. 

A  SUPERIOR  CLASS, 

DESIGNED  perUcularly  for  Railroad  work,  maou(hctHi«4 
t>y  L.  &  TINa  dc  CO.,  (late  Albuch,  Ti>a  *  Co .) 
OeMber  7,  1S0&  LOWELL,  Mass. 

Henry  I.  Ibl>ot8on9 

MANCPACTURFB    OF  .> 

FILES   ANl>   SAWS,  f  ? 

Warranted  of  superior  quality.  »  . ' 

Office  and  Warehouse,  218  Pearl  st.  New  York. 


Book  and  Job  Printing. 

The  undersized  have  added  to  the  PRINTINQ 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL,** 
an  extensive  OFFICE  for  BOOK  AND  JOB 
PRINTING,  which  they  are  now  prepared  to 
execute  in  the  best  manner,  and  with  oispatci. 
They  re«pectf\iU7  solicit  from  RAILROAD  COM* 
PANIES,   orders  for  the  Printino  of  EakibiU 


T\me-tabU3,  Circulars,  Tickets,  4-c.,  4<. 

J.  H.  SCUULTZ  Sl 

Nma  York  Arril  9,  1861. :;' 


CO. 
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